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The History of the Origins and Development of the American.
Line, 1873 - 1895,
, The tale of the American Merchant Marine is one of the
most glorious chapters in the early history of the United States,
From 1775 to 1861 great American sailing ships carried the Stars
and Stripes around the world with honor to the nation and profit to
their owners, The Civil War proved to be a catastrophic watershed
in the history of the American Merchant Marine, The disastrous effects
of the war upon American shipping was compounded by the general change-
over from sall to steam, and from wood to iron that occurred in the
same period, After 1865 the shipping industry never regained its

pre-war position, and in fact, entered into a sharp steady dec¢line,

The situation deteriorated so rapidly that by 1870 there was not a single
American~flag passenger liner on the Atlantic, nor were there any under
| construction or being planned, This was a lamentable situation for a
nation which so shortly before had boasted one of the finest merchant
fleets in the world and proved a sad blow to national pride}' Yet few
concrete proposals for rectifying the situation were forthcoming as the
nation’s eyes were turned Westward, Not until more than twenty~five
Yyears had passed would American citizens be able to cross the Atlantic
on a firsteclass American owned, operated and manned mail steamer,
However, this is not to say that certain small groups of
shipping men were uninterested in establishing a front ranking steam-
ship line at a much earlier date, The first mildly successful attempt
was the little American Line of 1873 and its eminently successful
lineal descendant was to be the great American Line of 1893. The
story of this twenty year struggle for commercial success and govern=

1, A detailed discussion of the decline of the American Merchant Marine
after 1861 follows on pages
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mental recognitiom.is the subject of this thesis., Through a
detailed study of the origins and development of the American Lins.
2 comprehensive picture of the problems of the American Merchant
Marins and of the relationship between. the American shipping industry
and the Uhited States government can be revealed,

The 1870's saw the beginnings of the truly big industrial and
transportation enterprises in the United States. The wealthy, dynamic
trandscontinental railroads pushed westward and the even more PoOWer=
ful Eastern railroads strove to consolidate their interests and tov
develop through-lines with coordinated services over great distances,
The extremely prosperous Pennsylvania Railroad Company held the dis=-
ﬁinction,of being the largest, .as well as: the most powerful and influ-
ential business enterprise in the nation, The Pennsylvania very much
wanted to expand its operations in order to take advantage of the
expected expansion in ocean-going itrade and, at the same time, to offer
a more complete service to its customerss This aim of the Railroad
developed into a mammoth expansion drive, wiich during the years 1870
through 1873 saw the Pennsylvanids profits increase by some forty per
cont.z. Hence the Railroad, with its exuberant and adventuresome First
Vice President Thomas A, Scott leading the way, decided to look into
the problem of doveloping Philadelphia as a major steamer port, The
basic idea proposed was that the Railroad should buy a reputable
European: trans-atlantic steamship line and establish a through service
from Europe to the Great American West by way of the Port of Fhiladelphia
and the Pennsylvania Railroad.

A general survey of the smaller yet prosperous European lines.
led the Pennsylvania Railroad to enter into negoitiations with the

2, George H, Burgess and Miles C, Kennedy, Centennial History:of
the Pennsylvania Railroad Company 1846-1946, Philadelphia, 1949, p.304,
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the Anchor Line of Glasgow, Scotland, Overtures were mades
~ with a view to the Anchor Line making Philadelphia

the terminal port of the service as part and parcel
of the raillroad system, Negoitiations had,: indeed,
come to a stage where a settlement was almost reached
but the railroad company stipulated that the books
of the Anchor Line, and virtually the direction of
all its affairs, were to be transferred to the American
side, This was too much to ask of an individualist
like Thomas Henderson and the deal fell through,”*

Thomas Henderson of the Anchor ILine—a rugged Scottish sea
captain. in his younger dayse=had not spent the last fiftean years
of his life(1856~-1871)building up the Handyside and Hendersen Company
(Anchor line) just to leave Scotland at the bshest of an American railread
no matter how attractive the offer might be, The Anchor line in the
early 1870's was not only operating a highly profitable bi—week.ly trans-
ablantic lime but alse cénducted: i-splinter: service frem Scotland to
Scandinavia and two major Mediterranean operationss Britain to the Msd-
iterranean; Mediterranean to New York, The extremely healthy state of
the Anchor Line readily becomes apparent when it is known that the

4
Lins landed over 25,000 passengers in New York during the year 1870,
The Pennsylvania Railroad Company and Thomas A, Scott were after an:
attractive prize==and it got away,

The reversal suffered by the Pennsylvania Railroad in its
Atlantic expansion program caused Thomas A. Scott to take another
course of action, Since the Civil War civic forces in Philadelphia
had been urging the founding of an Americanebacked steamship link with
Europe, In November 1870 the Board of Directors of the Pennsylvania
Railroad ComPany took the initiative and in an anmouncement imdicited
their willingness to supply substantial financial backing for a steam=

ship line if interested Philadelphia citizens would undertake the

3. Re Se McIellan, ANCHOR LINE(1856-1956), Glasgow, 1957, pp. 40-4l.

4. N. R. P. Bonsor, NORTH ATLANTIC SEAWAY, Prescoti, Lansashire, 1955
(rev.ed. 1960), pp. 139=140,
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“the establishment and operation of such a concern, The commercial
interests of Philadelphia responded enthusiasticallyv to the overture

of the Railroad, The Philadelphia Commercial List and Price Current,

a weekly journal of coﬁﬁnércé for ﬁhé Philadelpﬁia business community,
particularly gave every encouragement to the venture in its columms,
It had been stated previously that the basic financing of the new
company was to be handled through the issuance of stock and by the
floating of a beskd isswk during December 1870, On January 7, 1871,
an article in the newspaper ammounced that all of the stock in the new
company had been subscribed for and that the bonds were expected to sell
quicldy.5

The Cormercial Exchange, an association of wealthy businessmen
dealihg in shipping and in manufacturing and agricultural products,
substantially backed the new steamship company., The Annual Report of
the Commercial Exchange dated February &4, 1871, pfovides a detailed
description of the financial bicking, organization and character of the
new Line for the first time, The Line was to consist of not less than
four steamerse=the minimum nécéssa;'y for a weekly serviceewto ply
between Philadelphia and Liverpool or any other suitable European port.
A charter for the Compa.nyiwas to be obtained from the next session
of the Pernsylvania General Assembly and the minimum capital of the
Line was set at $ 700,000 with provisions for 1£s eventual rise to
$ 5,000,000 if conditions should warrant, The Pemnsylvania Railroad
Company was to subscribe to $400,000 of the stock abd to guarantes botn

the principal and interest on a $1,500,000, twenty-five year, five

ot

5. Philadelphia Commercial Iist and Price Current, January 7, 1871.
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per cent bond issue, Hence, the Railroad was to assume a most
substantial proportion of the financial risk for the nsw Line, Thse
title of the new enterprise was formally established as the American
Steamship Company of Phﬂ.adslphia.é

The Commercial Exchange established a committee composed of ten
of its most distinguished members to secure the necessary public
support for the line of these ten men none were to be active in the
affairs of the company in the years to come.7 The sale of the bonds
in the new venture was pushed immediately with 6nly moderate success.
in spite of the limpressive guarantees of the Pennsylvania Railread

Company, A&n article in the Philadelphia Commerical List and Price:

Current of February 18, 1871, indicated that $1,100,000 of the bond
issue had been sold but that $400,000 was still outstanding and that
Ras soon as the $400,000 stili unsold shall have been disposed of,
the corporation will be at liberty to commence operations without
further dela:r.‘*"8 Matters must have progressed fairly well for a most
significant event occurred during the first week of Aprily

The first formal meeting of the stockholders of the American
S‘bea.méhip Company was held en April 4, 1871, at the Merchant!s Exchange,
During the meeting the first Board of Directors of the Compahy was
éhosen. The vete resulted in the election of Hermpn J, Lombaert as:
President and E..C..Knight, Washington Butcher, Josiah Bacon, John Rice,
B. H, Bartol, J. Price Wetherill, Henry D, Welsh, and D, B. Cumrins as
Diroctors.g"‘ Two weeks later on April 18, 1871, a formal charter was
granted the Muricg.n Steamship Company by the Commonwealth of Pennsylvania,
6. Philedelphia Commercial List, February 4, 1871. See Appendix A.

7. Philadelphia Commercial list, February ll'. 1871.
Pniladelphia Commercial Iist, February 13, 1871.

9. Philadelplxg Commereial I.ist. Apr.ll 8, 1871,
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The Charter of the Company was issued ®"for the purpose of establishing
a line of first class steamships to run between Philadelphia and
Liverpool; the steamers to be constructed in American ship building
yards, and as entirely as possible of American mtexﬂ.als&"lo
Evidence of the strong civic feelings of Philadelphié. towards

the American Line are revealed in the inaugural address of William
Brice as President of the Commercial Exchange Association en February
3 1872, On this occasion the new President remarked:

The merchants and capitalists of our city in connection

with that great and enterprising corporation, the Penne

sylvania Railroad Company, are now having builteeand built,

too, on our own broad Delawarew—a line of steamships to

run. between this eity and Iiverpool, not under a féreign

flag, gentlemen, but under the glorious flag of our Union,

our own Stars and Stripes... It will be for us, and the

entire mercantile interests of our city, to make that

line so eminent a success that other lines will follow in

such rapid succession that we will remain not the second

city in the Union, but second to none,
Despite such enthusiasm , however, the very early financial course
of the Aspicad Iims appears to have been somewhat rocky. At times
the %@my's bonds were offered on the Philadelphia Stock Board without
receiving buyers even when a discount of as much as five per cent was.

12
permitted. This did not deter the Directors of the new enterprise
from their appointed course, |
The contracts for the four American liners were signed with the

firm of William Cramp and Sons on August 3, 1871l. All four vessels.
were to be alike in model and machinery, and to be built of American
materials as far as possible, The contract stipulated that each vessel

was to be of 3,016 tons burden, 355 feet in length, 43 fest in beanm

10, Inmen Line, Red Star Line, and American Line, INMAK AND INTEBNATIONAL
. COMPANY LIMITED, New York (1888%7), pe #9. . . . =~ .. .

11, Philadelphia Commercial List, February 3, 1872.

12, Philadelphia Commercial List, February 17, 1872,
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and "furnished with independent, compound, vertical, direct-acting,
surfé.ce condensing, ,propeller eng:i.nes."'l3 Each of the four liners was
to be outfitted to carry 75 first-class. and 854 steerage passengers,
The total cost of the four vessels was to be $2,080,000 and specific
dates for their cOmpletion were laid downt: Tha PENNSYLVANIA, to be
completed by September 1, 1872; the OHIO by November 1, 1872; the
INDIANA by December 1, 1872; and the ILLINOIS by January 1, 1873.M
As will be iearned later thése contract completion dates were to be
exceeded by mine months to a year and this was to hurt the fortunes.:
of the Line seriously,

The liners were designed by B, H,. Bartol, one of th# Directors
of the American Line, As part of the preparations for building the
vessels and on orders from Bartol, Charles H, Cramp, one of the owners
of the Cramp Ship Bullding Yard, and J. Shields Wilson, Managing
Engineer for the construction of the liners, drew $10,000 from the
treasury of the steamship company and sailed for Eﬁropo in order to
inspect the latest developments in engine design’and construction.l?
The two marine specialists were especially interested in the new
Elder compound engines and so booked passage on the National Linefs
ITALY(1870, 4,169 tons) which Charles Cramp described as "the first
trans-atlantic stoamer!wi‘bh compound engines of John Eldef's make and
type, whose reported performance in economical coal consumi)tion was
cons:'.clesrotzl.:.''.maz."i.eil.cms."16 Since the prime object of sailing on the
ITALY had been to learn all they could about her engines this is what
they immediately set out to do. Cramp related "We soon made the
13, Philadelphia Commercial List, April 6, 1872. See Appendic B.
14, Philadolphia Oommercial List. April 6, 1872, See Appendix E,
15, Burgess, pe 27Lle

16. Augustus C, Buell, THE MR’LOIB.S OF CHARIES H, CRAMP, Philadelphia,
1%6 p. ,112.
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acquaintance of the chief engineer of the ship..,.and Mr. Wilson
practically lived with him, He was permitted to take cards(take notes)
under varying conditione, a.nd4 secured an accurate account oi" coal con,-‘
sumption and of all other matters likely to be of :\nterest."l?

Upon their arrival in the United Kingdom Cramp and Wilson at first
encountered difficulty as they were coinpletely unknown to the various.
ship builders whose yards they wished to see, Thus, the first enginser
delegated to show them around the Lairds? L:'LVerﬁool Yards "had expected
to get through with(them) in a very short time, thinldng that a sort of
perfunctory visit '4n one door and out at the opposite! would bs

18 - '

sufficient.” Cramp and his engineering companion, Wilson, were well .
versed in tﬁeir trade and soon established themselves as individuals
of note during their tour of the yird whichsained them an introduction
to the Yard Superintendent, a Mr. Zamuda, This man after having a
lengthy discussion with the two Americans immonsely aided their endeavors
by providing them with letters of introduction to all the major yard
superintendents in Britain, Cramp and Wilson sombecame fascinated with
the idea of fitt:’mg< the American Line ships with the radically new
compound engines, Howavér.,Crampm reported:

The concensus of opinion of the different shipyards on

the subject of compound engines was, as a rule, unfavor=-

able, We found that the opposition was principally due

to the fact that the change from the old type to the new

involved important and radical modifications in the the

construction of boilers and of engines, so they hesitated

to discard their old plans, patterms, and methods, the

value of which they were sure of, and :1'@ grope into an

unknown field of augmented costliness,
The two men were not to be dissuaded from their confidance in the
ﬁew engines,
17. Buell, p. 1l3.

18. Buell, pp. 113=114,
19, Buell, pp. 11l4=115,
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The faith of Cramp and Wilson in the compound engine
was to receive proﬁer justification when they visited the great

Fairfield Works at Govan, Glasgow, Scotland. Cramp reported enthusi-

astically:

Whatever doubts we may have had up to the time of our
arrival at the Fairfield Works, they were forever
removed when we visited their magnificant erecting

shope - We saw there thirteen compound engines in
various stages of completion,..without any preparation

whatever for it, this visiém. of 'thirteen actualities

of the new departure burst upon our view,
Needless to say they spent the day in the Fairfield Yard and soon
thereafter returned to the United States loaded with new ideas to be
incorporated into the American Line ships and with the American
production rights for John Elder's compound engines, Cramp must have
been anxious to return to Philadélphia in order to begin work on the
engines for the liners as the contract completion dates for the
Vessels were rapidly approachingy and, in fact, almost a year had
passed since the founding of the Line,

Philadelphia's pride in the American ILine is again evident

in the exuberant introduction to the American Steamship Company!s
First Annual Report of March 31, 18723

Silently, but steadily, this new enterprise, which the

sages of New York and Boston have so confidantly pre-

dicted would prove a fiasco, and which others pretended

had no existence save on paper, is progressing towards

a successful completion, and a few weeks hence we hope

to be able to present to citizens and stpangers, the

novel spectacle, in American waters, of the launch of

an American iron steamship, built of American materials,

owned bg American capital, and to be manned by American

seaman.<l

This Annual Report, so enthusiastically received, stated that

20. Buell, p.1l5. (Ttalics are those of Charles H. Cramp, )
21, Philadelphia Commercial List, April 6, 1872. See Appendix B.
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7,047 shares at $100 each had been subscribed for and that the
treasury had rec;aived the money for nearly all of these shares,
Messrs, William Cramp and Sons had been required to furnish a steep
bond of $400,000 for the faithful performance of their contract
which re;-presented twenty per cent of the value of the order, itselft
As of April 1872 the bond issue still had not been sold completely,i
but $1,355,000 of the $1,500,000 in the Company!s hands by that
timel and a serilous ca.mi:aign to secure a Federal subsid& or mall cone
tract was underway though having met with Little success as yet.
Herman J., Lombaert was ré-&lectsd President and the Board of Directors
was increased from ten to eleven: members by the addition of Samuel
Ta. Bodino.zz Mr, Bodine was elected on the basis of a resolution which
étipulated that the public shareholders should have a wider representa-
tion on the Board of Directors and thst the control of the Pennsylvania
Railroad ove:f the Co@wy should be lessened, indicating some dissatis-
faction with the Railroad's activities in connection with the Line,
As it was all money realised from the sale of stock and the bond issue
was turned over to the Pennsylvania Railroad Company which was to hold
this sum until the ships were accepted and payment due the builders,

An optimistic note appeared on February 24, 1872, one month
before the First Amnual Report. On that date the Philadelphia Commercial

List and Price Current published a feature article on "The New Steamships,®

which asSerﬁéd that there could be no doubt that they ﬁould be comple~-
ted within the period limited by the contract, "The ribs of two are
already np," the writer remarked, "and we learn that nearly & thousand

men are busy at work making that pd:‘mt on our river front(the Cramp

22, Philadelphia Commercial List, April 6, 1872, See Appendix G.
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Shipyard) one of spscial public interest at this time, and

giving i£ a feature of unusual activity.“23 However, in spite

of all the high expectations of the owners and builders, the
PENNSYLVANIA was not to be launched in the early spking and the

long awaited event was not to take place until quite late in the
summer, Labor problems, material shortages and a variety of minor
irritations resulted in a four month delay., The great iron hull

of the first American lLine liner, the PENNSYLVANIA, at last went down
the ways on August 15, 1872, and all Philadelphia declared a holiday.

The Philadelphia Commercial List and Price Current was beside

itself with enthusiasm in its Angust 17th issue, Uhder the bold title
#launched" appeared the following articles

Thursday last, we venture to predict, will be an
eventful day in the chronology of Philadelphia for
years yet unborn, Being the day in which the first
steamship of the Philadelphia line was launched
from the shipyards of Messrs., Cramp & Sons, at the
foot of Beach and Norris Streets, great interest
was attached to the event by men of all classes in
the community, and it was not surprising that the
attendance was immense, The popular curiosity and
excitement in the Richmond district(ef Philadelphia)
ran very high, and in some of the industrial establis-
ments a half holiday was allowed the operatives,

The Hall of the Commereial Exchange Association, on
Second Street, was also closed, the members having
agreed to attend in body, and testify by their
presence, as most of them had previously done by
more substantial means, their interest in the final
success of the great undertaking.

The scene before the launch was exciting in
the extreme, The piers, the steamboats, and the
smaller boats were all decorated with their best
and gayest bunting, and they were all crowded with
human beings, All eyes were turned again to the
quiescent mammoth on the stocks, decorated with
hundreds of streamers, signal flags and ether bunting,

23, Philadelphia Commercial List, February 24, 1872.
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There lay the mighty monster of the deep awaiting
the word that would baptize her in the element
where she is hereafter to exist, She looked like
an inanimate body, patiently pausing for that
breath of life which would perfect, figuratively,
the existence of the ship—ethe vessel destined
to bear our flag aloft as the representative of
peace and plenty to the lands across the deas.

The launching of a vessel, especially
one of the dimenslons of the PENNSYLVANIA, is a very
complex and critical operation, and it was not
without some difficulty and danger that her baptiasm
by water was effected. At precisely twelve min-
utes past ten olclock the elder Mr, Cramp gave the
order to the axeman to cut away the remaining
pinions and shores, which was the work of a moment, .. il
and then the noble craft started towards her future
home, She moved gracefully down the ways for the
space of a minute, amidst the cheers of the vast
throng, the blowing of a hundred steam whistles, and
& salvo of artillery, In a few minutes the noble
craft the PENNSYLVANIA was afloat, and she indeed
looked like a *thing of beauty and a joy forever!?
as hermasgive form floated on the waters of the
Delaware,

The joy ovefvthe successful launching of the PENNSYLVANIA
must have been tempered in the minds of those who were backing the
venture financially by the fact that it took place but two weeks before
the complete liner was to have been delivered(September 1, 1872) and
that this was obviously impossible, The OHIO followed her sistérship
down the ways on October 30th with consider#ble less fanfare, and at
that time it was indicated that the maiden voyage of the PENNSYLVANIA
was planned for early Fesbruary, 1873, February came and went as did
March without the PENNSYLVANIA sailing,‘although the third vessel
of the line, the INDIANA, was launched on March 25, 1873.

The Second Aﬁnﬁal Mheting of the American Steamship Company
stockholders was held on April 7, 1873, and the Annual Report firmly

stated "the PENNSYLVANIA will make her trial trip sometime during

24, Philadelphia Commercial List, August 17, 1872, See Appendix Q.
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Representative vessel of the original
quartette of the American Line«e the second
vessel to be delivered to the Line in 1873,

Statistics: 3,104 tonsi 355 feet in lengths
43 feet in bredth,

Note: This picture of the OHIO was made
between 1884=1886 as the funnel features the
black of the International Navigation Company
with that Line's distinctive Red Star, This
photograph and the others of the OHIO are
courtesy of the Steamship Historical Society
of American, Inec, L B
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the present month, and will ®e ready for delivery to the company
not later than May lst, w25 This deadline was to be achieved for all
practical purposes as the PENNSYLVANIA ran her trials during the
wesk of May 3, 1873, and took her maiden sailing for Iiverpool on
May 22, 1873. |

During the winter of 187221873 a subsidy bill had been
prepafed by the Board of Directors of the American Steamship Company
and placed beforse Congress by Representative Leonard Myers, The bill
authorized the Postmaster General to contract with the American Line
for the establishment of an ocean mail steamship service betweenr the
United States and Engla.nd.z6 The measure was referred to o> the House
Commerce Committee where no action was taken on it. The hopes of the
backers of the American Line for some form of government assistance
were deflated accordingly. The over-all financial picture of the
Lines, however, was ini'initelj brighter as far as the bond issue was
concerned for $1,410,000 of ‘the $1,500,000 had been sold leaving only
$90,000 outstanding. ! The estimated final cost of the steamers had
';:egun to rise with each‘week of fitting-out, but for the time being,
this was kept as a problem of the management and not openly aired.

At the April 1873 Annual Mesting a new President of the Company
was elected in the person of E. C. Knight, a member of the first Board
of Directors and one of the Founderé of the Line, Mr. Knight had
succeeded Washington Butcher upon the latter's death dui-ing the year
and was re-elected to a full one year term, Hence, the PENNSYLVANIA
took her trial trip during the administration of the second President

of the American Steamship Company. The Philadelphia Commercial List

25, Ph:.ladelph:x.a Commercial Iist, Apr:l.l 12, 18?3. See Appendix D,
26, Philadelphia Commercial List, April 12, 1873 See Appendix O,
27. Philadelphia Commercial Iist, April 12, 1873, See Appendix D.




and Price Current of May 10, 1873, records the success of the

linerts first run with unrestrained praise, stating that the

PENNSYLVANIA:
combines in a remarkable degree, all the qualities
desirable in a vessel of her class, being swift, strong,
and economical in consumption of coal...Each room is
supplied with a hair mattress and long silkestriped
terry curtains of the first quality neatly festooned
on either’side,..As an index of the care which has been
bestowed on this part of her outfit it may be noticed
that each apartment is fitted up in a different
material, though uniform in style, thus increasing the
attractions of the eye of the visitor ggthout destroying
the harmony and symmetry of the whole,

The final step necessary in the organization of the American
Steaméhip Company was the establishment of the Head Offices in the
United States and the setting up of the agency arrangements in the
United Kingdom, In Philadelphia Mr. Iouis C, Madeira was appointed
General.Superintehdent of the Company and opened the Head Offices
of the Line at Numbers 237 & 239 Dock Street., The staff consisted
of Mr, Madeira, General Superintendent, Mr. R. B, Hancock, Freight
Agent, and some ten clerks, In Liverpool the shipping firm of
Messrs, Richardson, Spence &.Company was retained to oversee: the
European affairs of the of the ILine, Messrs, Richardson, Spence,

& Company handled a number of pfominent steamship line accounts among
which was that of the Imman line, one of the premier British Liverpool-
New York lines which would later figure prominently in the history

of the American Line, Towards the end of May 1873 a wide-ranging
European publicify campéign was launched to familiarize the public

with the services of the new line, Among the attractions of the new

line which were stressed was the fact that through connections could

be obtained to the interior of the Thited States on the Pennsylvania

Railroad.
28, Philadelphia Commercial List, May 10, 1873.
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The Maiden Voyage of the PENNSYVIANIA from the Delaware to the

e

Mersey began May 22, 1873, majestic 3,104-ton Liner backed out into

the swirling river. The Philadelphia Evening Bulletin of May 21,

1873, carried a detailed and infdrmative account of the passengers
and evargo departing on the PENNSYLVANIA.?9 Among the most prominent
of the fifty-six cabin class passengers were Major and Mrs, Thomas
Te. Firth, Major Firth had reserved the first cabin on the liner and
was active in the affairs of the Pennsylvania Railraod Company. The
greater portion of the cargo shipped on the liner came from firms
controlled or owned by the Directors and stockholders of the American
Iine, The import-export house of E.. C. Knight & Company enjoyed the
privilege of placing the first cargo in the holds of an American Line
shipﬂfor Mr, Knight was the President of the Line,

The PENNSYLVANIA with he single towering funnel and four
graceful masts must have been a beautiful sight underway for her masts
were outfitted to carry fullebrig rigging and her sails were used.
Unfortunately for the PENNSYLVANIA, the need for her sails was to be

proved on her maiden voyage, The Liverpool Journal of Commerce for

June 23, 1873, reporteds

A few weeks ago the new iron screw steamer PENNSYLVANIA,
the pioneer vessel of the American Steamship Company of
Philadelphia, arrived in the Mersey from the latter port,
after a rather prolonged voyage caused by some of the
blades of her propeller getting knocked off,

Things were looking better, though, for the article continued;

Today(Monday)the PENNSYLVANIA sails from Liverpool on her
return,voyasa with a fair cargo and a full complement of
passengers,

29, Philadelphia Evening Bulletin, May 21, 1873, See Appendix E,
30, Liverpool Journal of Commsrce, June 23, 1873, Courtesy N.R.P. Bensor.
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The Initial voyage.of: the FENNSYLVANIA was followed by that of the

OHIO in August and of the INDIANA in October with the ILLINOIS taking

her mafden sailing in Janu:arj“lB?#.Bl -
The financial affairs of the American Steamship Company

were not as satisfactory as it had been hoped they would be in the

fall of 1873 The PENNSYLVANIA and her sister-ships had been nine to

twelve months late in thair matden:éailing dates, and even though

all were to be in operation by January 1874 the delay had cost the

Line dearly in unsustained overhead, In addition to this the Annual

Report for 1873 stated that the contract price for the construction of

the four steamers, together with the cost of fitting them out, and other

expenses of their construction not included in the contract, had far
2

exceeded the aggregate of capital stock ahd bonded debt‘..3 Therefore,

it had been found necessary to float a loan from the Pennsylva.nia

Railroad Company to pay the shipyard and to obtain a small measure of

worlking capital. The extra construction costs of the liners had, in

fact, exhausted the resources &f the Line and had it not been for the
munificent backing of the Pennsylva.ni;. Railroad Company the enterprise
might well have failed then and there,

31, Charles H, Cramp in his essay collection COMMERCIAL SUPREMACY AND
OTHER PAPERS(Philadelphia, 1894, p.29) deseribed the four liners
as "357 feet long over all and 343 feet between perpendiculars,
43 feet beam, with a tonnage depth of 24 feet, United States
measurement, and gross register 3,126 tons(sic),"They were power-
od with two cylinder compound engines, having piston diameters
of 48 and 90 inches with 48-inch stroke and carrying 65 lbs. of
steam pressure, They developed about 2,000 horse-power which

gave them an average speed of 14 knots."
32, Philadelphia Commercial List, April 11, 1874, See Appendix F,
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During the 1870's the Pennsylvania Railroad was associated
with another maritime enterprise founded in Philadelphiam-the International
Navigation Company(Red Star ILine)was chartered shortly after the
Anerican Iine to run a fleet of foreign-flag steamers from Antwerp
to Philadelphia and, at first, from Liverpool to Philadelphia.
Whether the Red Star Line-eas the company is most familiarly knowne
and the American L:l.neﬁore rivals during the year 1873 will be discussed
more fully in thei next chapter, In any event, from May through
December of that year the Red Star Line ran two British-flag liners,
the ABBOTSFORD and the KENILWORTH, in an active Liverpool-Philadelphia
service élong 'the same foute as‘the American Line,

Tndividuals interest in both Lines evidently urged a united
0pera£ion in December 1873 when the attention of the Directors of
the American  Steamship Company was called to the desix;ability of a
consolidation of its business with that of the two steamers of the
International Navigation Company., The general advantages to be
derived by the American Line from such a move were stressed as a
weekly service between the two ports, the concentration of the trade
under one management at both Philadelphia and ILiverpool, and a material
economy in the expense of operating the s’c.ea.mers.33 The negotiations
between the owners of the two shipping lines were cofapleted within a
month! The firm of Peter Wright & Sons, managers of the International
Na.vigé.tidn Company was retained as general agents for the American
Iine in Philadelphia and a new contract was obtained from Richardson,
S’pence & Company of Liverpo:]‘};\:r‘a\s more favorable to the owmers of the

American Iine,

33, Philadelphia Commercial List, April 11, 1874, See Appendix F,



Bbth shipping agencies were, also the agents of the International
Navigation Company, and both hada multitude of mutuai business
connections over and above the two Aperican~owned lines, The recently
opened Head Offices of the American\Steamship Company on Dock Street
were closed and "Mr. L. C. Madeira, the General Superinteﬁdent.

Mr. R. B. Hancock, the Freight Agent, and the numerous clerks engaged
there...retired to privéte life;"B4 The American Steamship Company's
vessels had completed fourteen réund;trip voyages by the end of .
December 1873 and had returned a profit of exactly $427.,20 for their
seven months in operations after all expenses had béen deducted, The
much heralded American Line had not exactly proven to be a gold mihe.

In January 1874 the United States Post Office granted the
AmeriéanlSteamship Company a mail service between the United States and
the Uhited Kingdom, The American lLine was to receive both the sea
and inland ?ostage for the mail cafried by the liners, While this was
nowhere near the subsidy which the Backers had expected to receive,
it did help the financial affairs of the Company.

The winter of 1873~1874 was one of the worst the North Atlantic
shipping industry had ever experienced, Hurricane after hurricane
howled across the sea lanes with mountainous waves and gale-force winds,
The American Line vessels did not escape unscathed, yet none were lost
and this in itealf was a major accomplishment, The PENNSYLVANIA left
Liverpool for Philadelphia on February 2lst and soon encountered a
particularly violent hurricane‘which slammed the liner about and caused

the crew to exert the utmost effort to keep the vessel under control,

34, Philadelphia Commercial List, January 3, 1874.




-19 -
During the course of the storm the commander, Captain Geepge Sumer,
ﬁhe first mate, the second mate, and two seaman were swept from the
bridge of the plunging liner by gigantic waves and drowned!!! This.
was a tragedy of momentous proportions for vhile the loss o‘f‘a éhip's
officer at sea did happen occasionally,,the crushing loss. of five
men including the first thres ranking officers placed the vessel in
& most eritical position, What was even worse the thipd officer,
William Rivers, upon whom the command of the liner devolvedy remained
below decks and refused to accept responsibllity for the stricken
steamer, Mr, C. L. Brady, a passenger on the PENNSYLVANIA, who had
just survived the wreck of the ATTANTIC(1870, 3,707 tons)on which he
had been third officer, assumed command of the storm-battered American
liner and through excellent seamanship brought the vessel safely
through the hurricane, After the storm abated Captain Brady declined
to turn the PENNSYLVANIA over to the delinguent third mato and brought
the steamer into Fhiladelphia, himself, When the PENNSYLVANIA was
safely berthed and the story was known, the third mate was placed on
the "retired 1list" and Captain Brady was veted gratuity of $1,000 by
the Board of Direétors of the American Steamship Company foi- saving
their nearly new $600,000 passenger liner and its cargo which was
probably worth a.tl least another $250,000, Captain Brady indignantly
returned the check and promptly filed a libel sult against the liner
for services rendered, A lengthy four month law suit ensued at the end
of which Captain Brady received an award of $4,200 out of which he had
to pay his hwyar§ _some $1,650, ending up with $2,550 as his recom-
pense for saving nearly 51.000,,000 in private pfoperty and several
hundred lives from the Atlantice
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The Annual Report of April of April 1874 announced the
resignation of Mr. E. C. Knight from the Presidency of the American
Steamship Company and from his seat on the Board of Directors. 4
major realignment of interests was necessitated and Mr. Henry D,
Welsh became the third President of the American Line within less than
four ytars?s Whether Mr. Knight resigned in oppo::ltibn to the new
managermnt arPangements fér the American Line is unknown, but because -
of the cordial tone of the "resolution of thanks® voted at the Annual
Meeting and the fact that there aprears to have 'Beon no acrimonious:
debate, it would appear that business pressures caused Mr, Knight to
bow out. '

During the early months of 1874 the American Iine appears
to have entered upon somewhat better times, The four members of the
original quartet-~PENNSYLVANIA, OHIO, ILLINOIS, INDIANAiisrere all in
service and the ABBOTSFORD and mnmm were oﬁzpléyoél to provide
& weekly sailing schédﬁlo; The INDIANALdeparted far Liverpocl on
February 19th with "thirty-five passengers, a large aéso_rtod cargo
valned at $247,854,65 and nine well-filled mail bags.'f36 This probably
was not a bad carge for a late~winter sailing when ahipptrs wedecteal
luctant to entrust valuable cargoes to vessels on the North Atlantic,
Also on March 21, 1874, an announcement was made that the two most
recent additions to the fleete-the INDIANA and ILLINOISéuweuld have

an extra deck placed in them at an oarly date, o

The OHIO was badly roughed-up on one of her lats winter voyages.

While outward-bound to Iiverpool she lost twe lifeboats and her after

wheelhouse was destwoyed; coming home a gale set in which damaged her

35, Miladelphia Commereial List, April 11, 1874. See Appendix F.
36, Melﬂga Comerc;l_al List. Fobrua.ry 21, 1874,
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bew.37“ The ILLINOIS made the headlines again by ramming and
sinking four canal boats on her way down the Delaware, April 16,
1874, But she was undamaged and contil;med on to Livorpool.38
The summer menths brought bigger cargoes and mre“ passengers, The
INDIANA arrived from Liverpool on June 8th with over 400 steerago
ﬁaéééngers, the largest number yet 'carriod.ag and on July l6th
the OHIO took over 400 passengers to Europe including ‘the members
of the Athletic and Boston Baseball Clubs,

The six steamers of the Anerican Iimm occasionally were not
sufficient to provide the weekly sailings, particularly when
extensive repairs had to be made, At the same time thé ABBOTSFORD
and the KENILWORTH occasionally took some of the Red Star E.ne%
Antwerp-.l\!’ew’Iork sailings which further depleted the American flget.
This situation was further aggrevated when the ABBOTSFORD was damaged
by a collision in the English Channel while on passagé i‘:l:;om Antwerp
to New York, and the Guion Line's MANHATTAN(1866, 2,869 tons) and
MINNESOTA(1867, 3,008 tons)“ were chartered for one voyage each in
Januaryand February 1875; ‘the MANHATTAN havisg:just uwndepgame a major
reconditioning during which she had been outfitted with compound
engines,

The shipping slump of the mid-1870's was one of the worst in
memorj. The depression of 1873 shook tl;.ie fineancial roots of the
American nation to the core and business was slow to recover. It was
to take the better part of the next ten years following the co]_iapse
for the economy to boom again, This disastrous decade of low freight
rates, too little cargo and too much tonnage was what the American
37. Philadelphia Commercisl List, March 21, 1874.

38, Philadelphia Commercial List, April 18, 1874,

39, Philadelphia Commercial List, June 13, 1874,
4o, Philadelphia Commercial List, July 11, 1874,
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Representative vessel of the original American Line quartette

of 1873, Malden Sailings August 1873, Statistics: 3,104 tons;
355 feet in length; 43 feet in bredth, (These two pilotures
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Line had to face in its early years. A major stockholderst
investigation of the Pennsylvania Railroad Company caused :ﬂ'.sm-
agement to be wnusually cautious in the handling of the Bailrocad's
finances. On top of this the American Line was pligued with b
difficulties, In February 1875 as the PENNSYLVANIA was waiting
to enter the floating drydock in the Philadelphia Navy Yard in order
to replace her propeller, the rods connecting the engines with the
pump parted and the drydock went to the bottom of the harbor., The
less of the drydock to the Yard was great enough as it was only
nine years old and had cosﬁ @OO,OOO,‘EL but as the nearest facilities
capable of handling the PENNSYLVANIA were in New York, the liner had
to miss a sailing so that the iaropeller could be fitted in New York
at substantial extra expense to the Line,

The Annual Meeting of the Company held on April 5, 1875, was:
not a happy occasion, The American Steamship Company had lost
$48,914,26 during the preceding year and the floating debt of the
‘Gompany amounted to the outstanding and awe inspiring sum of
$351,656.17, over $150,000 of which was accounted for in the extra
o:qaensos centering around the original qmrtet.a The stockholders
were suppose to be consoled by the fact that in a normal year with
normal fraight rates they would have made a substantial profit. The
information was valunteered that the major foreign steamship lin;s:
serving New York had lost a total of $27,000,000 in revenues during

1874, Having made this comparative observation the Annual Report closed

on the ;:heery note that "the next year promises to be a highly prosperous

43, Philadelphia Commercisl List, February 13, 1875.
42, Phil a.delphia Cemmercinl List. April 10, 1875, See Appendix G,




-23-

one for our favorite line, and a dividend to the stockholders
may be confidently predicted 3

Perhaps with this expectation the original quartet ef the
dmerican Line underwent alterations to expand their first-cabin
passengerha.ecommdations frem 75 to 100, The OHIO was the first
of the liners to resums sailings im April 1875 with what was
deemed a major improvement in her oa.i'ning capa.city.m’- The inventive:
genius of the managers of the American Line, the partnérs in the
shipping firm of Peter Wright & Sons, was forever directed at Tinding
new means}a.bugment the freight and, therefore, the revenus of the
Company, Ne venture was considered too great a risk as shipping rates
continued to tumble,” Out of this search for profitable freight the
"Peaches Incident® arose, Malmy témperatures, gentle rains, and !
iong swaner days had combined in just the proper proportions to preduce
a bumper crop of delicious peaches in the summer of 1875, The markets
of Pennsylvania, Delaware and Maryland were flooded with the luscious
“cherry ripe" fruit and prices tumbled accordingly, Semeons in the
firm of Peter Wright & Sons, and it may very well have been Clement A.
Griscom, the enterpriéing. young, junior partner, conceived the idea
that it would be wonderful if some of this:deliclous and over abundant
crop conld be shipped to the British market where it would bring a
fancy price, Refrigeration was in its infancy, but Agerican inventive
ness was not, Accordingly a formal announcement was made that on
Thursday, August 26th the first shipment ef peaches to Liverpool would
be made on the liner OHID, A
43, Philadelphia Commercial Iist, April 10, 1875, See Appendix G.
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In making the announcement about the proposed shipment
of pe#ches the Iine announceds:

To keep the fruit in merchantable order, it is
proposed to operate by means of fans, forcing
air over the ice with such rapidity that the
temperature is quickly reduced to ®B 38 degress
eeolo outside air is admitted, and the same air
over and over again 1s passed quickly through
and through the fruit with scarcely any moisture,
and there being ne currents of air of different
temperatiures there is not over one-third the
consumption of ice that attends any other process,
The gases emitted from the fruit are sald to be
drawn te the ice, and that the fruit is always
dry aud in the best pessible Egatn, although kept
for weeks in this conditien,™

This detailed statement by the Agents must have convinced many
of the peach growers, for a special eight-car train was run by the

Delaware Railroad along its route on Wednesday, August 25th, te
I.;aick up crates of peaches for shipment on the liner OHIO the next

daye The Philadelphia Commercial List and Price Current for August
28, 1875 noted that some 4,500 baskets of peaches had been shipped

on the OHIO and that the shippers awaited.the results of this ven-
ture with no little anxiety.% Twe weeks of ominous silence followed,
Then on September 1lth under the headlins "A Complete Failure® the
tale was told, "The cargo of peaches recenf.ly sent out in the OHIO
in her last outward-bound trip has proved a disastrous failure to

the Maryland and Delmware shippers, The fyudki:.was carefully selected
but the 1ee gave out on the route and on arrival at lLiverpool the:
former wes found to be more like peach. butter than the "cherry ripe®
fruit which was placed on bsard,® The paperconcluded; e presume”

: . b7
that this failure will settle the question for the present at least,®

The peach growers were most unhappy at the news and there were rumors

of damage‘suits, but one ean only guess at the consternation of the

45, Philadelphia Commercial List, August 21, 1875.
46, Philadelphia Commercial List, August 28, 1875.

W7, Philadelphia Commercial Iist, September 11, 1875.
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OHIO!s Yankee crew when the officers and sailors -learned that they
had over 4,500 baskets of very rotten fruit to ssrape out of the
hot iron hold of their sh.i.p.l“8 ’

The passenger figures of the American Steamship Cempany
improved slightly in 1875 over 1874 as the Iine carried 13,890
passengers against 13,447 in the previous year, Bubtthis was havdly
;nough to keep the wolf from the door and it strongly appears as:
though the Company did not publish its Annual Reports after 1875,

No trace of this usually highly publicised event could be found iIm
the 1876 newspapers or in any other ysars thereafter,

The single loss of an American ILine ship occurwved July 19, 1875,
whan the ABBOTSFORD was wrecked on the coast of Anglesybwithout loss
of life, The return sailing of the lost liner was immediately taken
by the Inman linet's CITY OF LIMERICK(1855, 2,536 tons)s. Shortly
thereafter the Inmn CITI OF BRISTOi.(lSSS. 2,215 tons) was chartered
to replace the AEBOTSFORD with the CITY OF NEW TORK(1865, 2,642 tons)
taking an oceasional sailing. The Inman Line was ciosely associated“
with the Liverpool firm of Riché.rdsén, Spence & Company, and as a
vguit of thiseeand of the fact that the Lines had considerable excess:
tonnage as will be discussed further on--Timan liners were to take
numerous sailings for the American lLine dﬁring its early years.5° With
the ABBOTSFORD gone, the 2,55i-ton KENILWORTH was replaced,”taking her
last Iivérz;ooi departure en December 1; 1875. The liner chartered teo
£411 out the Companyts fleet was the comparativély new, 3,386-ten LORD
CLIVE, a most substa.fxtial vessel which had already proved herself on
48. Philadelphia Commerclal List, September 11, 1875.

49, Philadelphia Commercial List, January 8, 1876,
50, The:American Line, the Red Star line, and the Inman Line wers to work

‘more and more closely together and after 1886 were all to be under
the same management as will be elaborated upen later,
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the North Atlantic, The IORD CLIVE had been bullt for a Mr. G. M,
Papayanni of Id.verpooi in 18'?2 and had been trading between ILiverpool
and Bo.ston.ﬂ Thus, begins a long association between Mr, Pqimyanni ag
a ship owner and the American Line as a charterer, for the IORD CLIVE
was to be followed in 1879 by a sister-ship, the LORD GOUGH(1879, 3,655
tons)which had been e»specially built for the American Line service.
Bbth,the IORD CLIVE and the IORD GOUGH eventually were to be: purchased
by the American Iine, but not until the late 1880's.52

Despite the i‘ac_:t that "the American Stoamshié Company never earned
the ﬁterest on its bonds'!5‘3 the ILine continued throughout the peried
1875-1884 to charter newl:} built 'i:onnago(yhich it appears probably
would not have been ordered without a guiz-anteed charter from the
American Line), Thus in line with this ¥"the first of a long series.
of transactions between the American ILine and the British Shipowners
Company of Liverpool took place in 1878, when the former chartered the
3,400 tonBRITISH EMPIRE, newly built by Harland & Wolff ef Belfaste..
She was replaced in 1880 by the 3,600 ton BRITISH CROWN, two of whose
sisterships, the BRITISH QUEEN and BRITISH KING, were added in 1881,
only to be snpersédéd a year or two later bjr‘tho 3,900 ton BRITISH
PRINCE and BRITISH PRINCESS which ran regularly for the Company until
1894.5"' The American Iine was usually operating four or five foreign
flag vessels in addition to the original quartet during the years 1878~
1884, when it suppesedly was not making money. Yst it does not seem

logical that a coempany in financial trouble or which is conducting

51, Bonsor, pe. 3080

52, Bensor, p. 310.

53. Bargess,. p. 271.

5l, Bonsor, p. 308. It would be interesting to know the backers of the
British Shipowners Company of Liverpool for this concern may
very well bs backed with American money,
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. 8¢S, BRITISH PRINCESS

I Representative vessel of the chartered tonnage

- of the American Steamship Company, Constructed for the
British Shipowners Company, Iimitedwewhich may have
been owned by the International Navigation Company or
that company?s British associates, Built in 1882 and

~ ‘chartered in the same ysar for the American Line '
. Philadelphia-mverpool service, Statistics: 3,864 t.ons;
420 feet in lengthj 42 feet in bredth, The BRITISHI

~ PRINCESS ran for the American Line from 1882 until 189%, ,

: ontograph courtesy of the Steamship Historical
.- Society of America,

- Note the funnel which features the American
Steamship Company colors but with a "Red Star" within
the "Keystone® indicative of the’ ract that this shot
was taken’ betmen 1884 a.nd 1886
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wprofitable operatiens would have been able to expand, Although
the Pennsylvania Railraod Cempany was allegedly anxious te rid
itself of its American Iine connections in the law 1870's; the: buse
iness: could ot have been teo bad for inspite of the worst depression
in American history(1874w1879), the Railroad "purchased the eld Navy
Yard property.‘..abot;.t 23 acres of land and five more wnder water,
with its deepwater wharves, fer $§1,000,000, and laid tracks to connect
the wharves:with the (Railread! B)Dohme Extension, Three new piers
and a fraight shed were sdded 5'1879.--55 The stated position
of the Pennsylvania Railroad Cempany, and its actual activites do not
support each other in regards te the American Line,

In 1878 Toar Alexander IT(1855-1881) of Russia temperarily
enters the history of the American Steamship Company, Gifare the
Cengress of Berlin(1878) Buropean diplomatic relatiens had markedly
deteriorsted and relatiens between the United Kingdom and Russia were:
especially strained, The uneasy Anglc-anssia.nt‘ situation caused the.
Tzarist Navy te look elsevhere tham British yaxrds beth for new warships
and for ship repair facilities. Accordipgly "in the early part of
the year 1878 the North Germsn Lloyd steamer Cmﬁappomd. at
Bar Harber(Maine) with about sixty Russian officers and about eight
hundred men, '57T53 officers were royally entertainsd, but the enlisted
men found the American sheres singularly inhospitable as they went
aleng the streets of prohibitionist Maine "searching for vodkha in vaim,®
The . American agency for the Russian vaernmont was the Philadelphia
hmld.ng concern of Barker Brothers; and Mr, Wharton Barker soon paid

55 Burgess, pe 355.

56. The Nerddeutseher Lloyd(North German Lloyd)was always ready to
charter an out-dated steamer to the Russians, hence, no particular
significance can be attributed to the Russian Naval Delegation
arriving en a German liner(CIMBRIA: 18673 3,037 tons). There is:

an error in the Buell account, however, as the CIMBRIA was a Hamburg
American ILine liner and never salled for the North German Lloyd.



a call en Gerles:H, Cramp, "Mr, Barker informed Mr. Cramp that
he was delegated to arrange for the conversion and fitting out of
a number of auxiliary cruisers for the Russian navy and that he had
selected the Cramp Company as the professional and mechanical
59
instrumentality for the purpese,® Captain Semetschiin, Chisf of
Staff of the Grand Duke Constantine, who was General Admiral of the
Russian Navy, had arrived independently of the CIMBRIA as head of a.
committee to watch over the naval project, Anguétus;mnll. the
compiler of Cramp'!'s memoirs relates the background to the incident:
The war between Russla and Turkey was still in pregress, :::~
and there was every indication at that moment of British
intervention, The purpose of the Russians was to fit
out a small flest of aumkliary cruisers or cemmmvee
destroyers to orulse in the North Atlantic in the roeute:
of the great British traffic between the United States
and England, = Their idea was that the fitting out of such
a fleet with its threatening attitude toward their North
Atlantic commerce might or would deter the &i-itish frem
armed intervention in behalf of the Turkse"™

The visits of the Russian officers to the Ci'amp ﬂp Yard were:
carried out with the greatest secrecy "and arrangementis.were made

to buy three or four fine and up-to-date merchant ships and to
transform them into crni‘sors...'él Charles He Cramp undoubtedly knew
the attitude ef the Pennsylvania Reilroad Cempany, namely that of
Thomas A, Seott, towards the American Iine in the late 1870's, and
Cramp naturally enough would have liked to have ships-the cénstructi‘on
of whose hull and machinery he had supervised with which to supply

the Russians in this highly profitable venture, Cramp accordingly

made an offer to the American Line Presidemt te purchase thres of the
Line's: four ships, A parting of the ways between the management of the
59. Emll.. Pe 210, ‘

60. Ba‘ll. Pe 212,
61. Buell, p. 213.
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Pennsylvania Rallroad Cempany and that of thes American Steamship
Company resulted, The President of the American line, who may have
been aide and abetted by the real power in the Iins!s management,
Clement A. Griscom, stalled and “was not prepared te act as.
promptly as the occasion ”W.“.& Hence, the American Line
"lost the chance of selling the ships, te the most profound disgust
of Mr. Thomas A, Scott, of the Pennsylvanis Railread, which corporation
had a pé.ra.mounf. interest in the ships and wanted to sell them! "-63
Subsequently Charles H,. Cramp purchased three other vessels at. s}).b-
stantial prices, and was also given the contract to construct one small
crulser, the ZABIACA, for the Russian Govermment,

The disgu‘.st‘off Thomas A,.. Scott undoubtedly was conveyed to
Clement A, Griscom, Scott wanted to disentangle the Pemnsylvania
Railroad Company from the American ILine, and Griseom evidently was:
most willing to take the problem eff Scott's hands. After all he had
been managing the affairs of the American Steamship Company for five
years and,. in all likelihoed, knew more about them than anyone else,
Through his extensive 0il and import-export interests, Griscom was
rapldly building a fortune to match his already recognized genius in
the shipping world.

In 1882, as another severe shipping slump was beginning, the
American Steamship éonpa.ny was forced to dramatically reduce its fleet
during the normally high month of July. The itemmer BRITISH KING was.
removed from service and chartered at Livérpool for a vojré.gé to the East
Indies, The LORD CLIVE and another of the chartered British fleet, the

ERITIS!{i QUEEBH. we'reba».lso removed from service as soon as they reached

62.Baell, p. 214,
63.Maell, pe 21%,
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their homeport of Liverpcol. The:OHIO and PENNSYLVANIA were docked
for repairs and possible lam-up as soon as they arrived at
Philadelphia, In the brief period of one month the fleet was dras~
tically reduced with the notice that the service "weuld be. expanded
as soo:i as freighting warrants it, "’64 Such was not to be the case
for many months and in 1884 the Philadelphia backers of the Amsrican
Steamship Company with the heartfelt endorsement of the Pennsylvania
Railroad Company evidently decided that they no longer could continue
indulging themselves in such a losing enterprise as the American Lins,
-Accordingly when Clement A, Griscom and his assoclates.in the International
Navigation Company macie an offer to purchase the ships, name and
goodwill of the American Steamship Company, the offer was accepted
out of necessity and despair, The International Navigation Company
emerged as the owner of both the Red Star Line and the American Line,
and Clement A. Griscom was able to consolidate his growing shipping
interests most effeetiwely::  Jittle, if anything, was changed as the
original quartet of liners continued to fly the American flag and to

" meintain the Philadelphia-Liverpool service, A period of more frequent
interchanging of vessels did occur with American and Red Star ships
taking each other!s sailings whenever vacancies occurred, but this:

was the oiiymtni-al course for the omners to take when one of their
lines had a ship avallable and the other possessed an open salling date,
An arrangement, which at the time seemed to mark a nadir for the Americah
Line, was to lead within ten years to an infinitely greater role for

it in the Amerfcan Merchant Marine,




Chapter II
THE INTERNATIONAL NAVISATION COMPANY

The early 1870%'s was a period of tremendous growth and
develépuent on. the herica.n. egonomic scene, These: fruitful years
created the proper climate fer the establishment of new Wusiness:
ventures of which the American Steamship Company was only ens
nanifestation, On May 5, 1871, the General Assembly of the Common-
wealth of Pennsylvania autherized the chartering of the International
Navigation Company, less tham a month after the approval of the.
American Steamship Company!s charter,
The. Intermatienal Navigatioa Company was representative:
of those American shipping interests which wanted to establish a
trans-atlantic steamship line, but which did not feel that this could
be accomplished successfully under the American flaz.,l Thess financial
interests, thersfors, though having their headquarters.in the United
Staﬁs built their fleets in foreign yamday operated the vessels
under foreign flags; and manned the ships with foreign crews. Such
was the casd with the International Eaiigation Company(smch more well
imown as the Red Star Line) whose foreign-flag eperations were exactly
the opposite of the American Steamship Cempany's American-flag organi-
zat:lon.? |
The chief backer and General Agent fer the International
Favigation Company was the firm of Peter Wright & Sons of Philadelphia.
This concern was one of the eldest, most respected, and financially
iamstuaz,.of ths Fhiladelphis import-export houses, The firm controlled
a large fleet of sailing ships, many of which were engéged in carrying
l. The cost of building steamships, mnning them, and operating them under:
the American flag was considerably higher than under any other
major nationts flag, JAmerican workers and sailors were pald more
even in 1870 .than their European counterparts.

2. The name "Red Star Line" originates from the house flag of the Inter-

national Na a.tion Company which was a red star on a white
"swallow-tail, '1‘
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Ponnsylvanig both in barrels and cases; to the European market,
The total export of petroleum preducts in 1871 from the Pert of
Philadelphia exneeded 54,000,000 gallons valued at $13,235,805, and
Peter Wright &: Soms was the largest. exporter of oil' in the: state
and the second largest in the nntion.,B The: shipping affairs ef Peter
Wright & Sons:wers primarily in the onoigotic and capable hands: of
a vigorous young man by the msms of Clemsnt Acton Griscom.

Griscom was bern in 1841 and received the best education that
money could bhtaim for a young Philadelphia gentlemen of his day,.
Hance, when at the age-of 16 he began his business. career as a clerk
with Peter Wright & Sons, hs alresdy possessed a solid foundatien en
which to build, Griscom rapidly came to the attention of the
ssnior partnem in the firm and particularly of James A. Wright whe
evidently encouraged the serious but affable young mans During &i:period
of six: years; he rose rapidly through the ranks until he ves:made: &
partner in 1863 when only twenty-twe, Griscom broadensd the.interests
of Peter Wright & Sems by purchasing sailing ships and the firm prospered
accordingly, It seems mest likely that Clement A. Grisdm, as a partner
in Philadolphia..f‘s leading import-export house, and Thomas:A, Scott, as:
the dynsmiic vice-president of the Pennsylvania Railread Company, kusw
each other frem an early dato.:u Both men were rapidly rising businessmen
in their respective fields of the transportation: Industry, both were
rencwned for their refined manners and pleasant natures; and both were
obsessed with the idea of expanding their companiss, It seems probable
that around 1870 Griseom and Scott conceived a plan whereby Philadelphia
3. Palladelphis Commereial List and Price Currant, January 6, 1872,

L, Thomas Ae .Scott bscame vicespresident of the Pennsylvania Railroad

Company in 1860 at the age of 37. George H, Bargess and Miles
Ce Kennedy in their CENTENNIAL HISTORY OF THE PENNSYLVANIA

RATILROAD C@g,f" ‘Philadelphia, 1 give an authoritative.
escription of Sco

_k:,cmqr s PPe 1-3830
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could pessess not just one but two steamship lines serving major
‘European ports; The Pennsylvania Railroad Company would openly

finance one, the American Steamship Cpmpany, and work for s Federal
subsidyj whils Peter Wright & Sens would create another lime, the
International Navigation Company, and operate it under a foreign

flag. Thus, if the government subsidy was not forthcoming and the
Amsrican~flag venturs failed financially all would not be loste

The genius of Clement A, Griscom, testified to by his rapid rise to
fremi’nanco in maritime af:tairs‘,, becomes still further apparent when it
is realised that when this plam was initiated, he was not thirty!

Mr, Feancols Harmans:of Antwerp, Belgium, supplisd the author

with valuable information cenéeming, the early organization of the
European division of the International Navigation Company operatiocns:
threugh Mr, PawlfR. Scarceriaux; Chaimman of the Balglsm Nentical
Research Association, At the time of the formal American chartering

of the International Navigation Company, negotiations were underway

in Belgium for the establishment of the Eurepean bass of the proposed
line with Mr, John B vender Becke and Mr, William Marsily, beth of
whom. were prominent Belgian shipowners and both of whom owned prosperous
business firms, Mr, vender Becke and Mr. Marsily enjoyed long established
business connections with the prominent Philadelphia firm of Peter
Wright & Sons, '

' It was highly desirable, from the standpoint eof the Pennsylvania
Redlroad Company, that a Philadelphia-Continental steamship lime be
established to complemsnt the prospected Philadelphia-Iiwerpcol ssrvice
ef the American Steamship Cempany, Since it was thought advisable teo
oporatof’undor a forsign flag due to the lower operating costs, what
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.better way to accomplish this that through the good effices.of the
competent J. Ba. vender Becke of Antwerp, Belgium, uwhe also was inter—
ested in oxpanding into steam, The negotiations were fruitful and the
necessary statutes establishing the. Belgian based lins under the nams
| Société Anonyme de Navigation Belge-Américaine(Red Star Lins) were
| published, September 26, 1872, in the Moniteur Belze, the Belgian
Government Gazettes The Founding Officials and First Board ef Direstors
of the new erganization were listed as: John Bs vender Becke, President;
William E. Marsily, Administratexy The follewing individuals:were
mandated by Messrs; Peter Wright & Sou.-- and the Intermational Naviga-
tion Company of Pailadelphia to répresont them on the Bbard..j

The commitment.ef Themas:A, Scott te the Intematiom.l Navigatien
Company and to its. Belgium subsidiary,the Société A, de Hav. Belge-
Anéricains, could not be stated more explicitly, and Seott was.the:
vice:president ef the Permsylvania Raillraod Cempany which was financing
the American Steamship Company. Since the Pénhsylvania Railroad was
endeavoring to eliminate competition on: land as quickly as possible,
it is Imconceivable that the Rallreoad or anymember of its manmgement

would have done anything to encourage competion on the seass

The idea has besen putiferth, nonetheless, that the International
“ Kivigﬁtion Compan_y and the American Steamship Company were competitors,
| This arises.in part from the fact that some newspaper accounts of the:
i:ori’od describe the two,lines as competitors and from the fact that the
Red Star Lins ran two chartered steamers, the ABEOTSFORD(1871, 2,554 tems)
and the KENILWORTH{1872, 2,595 tens), on the same Liverpool-Philadelphis.

5¢ Francols Hermans! research,
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a5:the American line served from May through December 1873, A
composite chart 1isting the sailing dates of the Red Star Lime and
the American Line ships for 1873 strongly indicates that the schedules
had been coordinated to provide:a weekly departure and thab:thesre
was, in fact, ne cc:mpes1::\.1::\.&:\:1..7 When this information is considered
along with the mutual interest ef Thomas A. Scott in both lines, it
appears even less _liley that the two companies were ever competitors.
Another explanation may be that Peter Wright & Sons, which had been
running their own fleet of chartered freighters from Fhiladelphia to
ILiverpool, may )h)a-,ve.: employed the ABBOTSFORD and the KENILWORTH in a
éupplementary capacity to that buéiﬁeés foz; avhile, | Whi.i:cvor the
explanantion,the perfect integration of the sailing schedules of the
Red Star and American ILines and the fact that after Janmary 1873 both
Lines were to be nnder-the same American management would strongly
Qppol.r to indicate close connections from a very early stage and probably
from the inception of the two steamship ventures.

The Belgian interests in the Sociétd Anonyme de Navigation
Belge-Américaine (Red Star Line) remained active throughout the period
under consideration, dJohn B, vender Becke was President from 1872 until
1896, when his fiiend and associate William E. Marsily succeeded him and
continued as President frem 1896 until 1902 and the founding of the
giant International Mercantile Marine m.s John B, vender Backe
was a well known Anbweyrp shipowner as early As 185#, then oming' five
| sailing vessels. ‘During the late 1860's the firm became an important

7. See Tahle I,, page 36,
8. Francois:Hermans! Research,
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1
IABIE I

Sailing Schedules
AMERICAN: SEEAMSHIP COMPANY
' . AMERICAN: LINE

Weekly Sailing Date:
Liverpool Departurs

INTERNATIONAL BAVIGATION COMPANY
BED. STAR. LINE

Vesssl Vesssl

1873 May 10 ABBOTSFORD (M/V)
(Jime 18) )
June 23 PENNSYLVANIA (M/V)
Jume 26 ABBOTSFORD
July 11 KENILWORTH (x/r)
July 30 PENNSYLVANIA
?Angvst 7 ) A . ABBOTSFORD
Augugt13) (o) 4
August 20. S KENTLWORTH
Avgust 27 OHIO (M/V)
September 10 PENNSYLVANIA
September 17 ‘ ABBOTSFORD
October 1 KENILWORTH
October 8 OHIO
October 22 PENNSYLVANIA
October 29 5 _ . ABBOTSFORD
Noveumber 5 INDIANA (M/V). . V
November 12 . KENILWORTH
November 19 OHIO
December 3 PENNSYLVANIA
Decembexr 10 o ABBOTSFORD
December 17 INDIANA o .
Decenber 24 S KENIIWORTE
L Denenbyri ONIO0 : _
1874 dJdanuvary 14 PENNSYLVANTA
. (Peter Wright & Sens assumes management of both Limes)
January 216 ABBOTSFORD
January 28 (TLLINOIS) INDIANA o
February &4 o KENTIWORTH
February 14 ILLINOIS (M/V)
February 21 PENNSYLVANIA
Feo OHIO
(Maxch 4 7
March 11 ABBOTSFORD ®/0).
‘March 18 ILLINOIS .
March 257 KENTLWORTE (F/V).

1 TABIE I, was taken from the complete record of all Amsrican and Red Star
.. Iines! sailings compiled by Mr. N.R.P. Bonsor,
2 PEHNSEVANIA was delayed by repairs and did sail until June 23, 1873,

3 Liverpool sailing not verified but left Fhiladelphia on return trip August 28th

4 OHIO was unable to sall, skipped a week and took the next American Lins
.. altermnate sailing date,
5 Originally scheduled for Nov,1l9th., but sailing a.dva.ncod..
6 ILLINOIS sailing takem by the INDIANA,
7 First American line sailings of the ABBOTSFORD AND KENILWORTHs initdal
salling of the ABBOTSFORD was delayed by one week,
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petroleum importexr to the Continentg the 0oil coming from the recently

discovered oil fields of Western Pennsylvania. As the firm of Peter

Wright & Sons was most active in the oil export business, thers wers

early connectlons between the Philadelphia concern and its Belgian

counterpart. The relationship was natural for Clement A,. Griscom's

intersst in the pstrolews transportation business is well known. As

& side activity for example, he had been. a major organizer of the

National Transit Corporation. considered in 1894 as having the most

extensive. pipeline and storage facilities in the world, When J.B, vender

Becke entered the oil import business in the 1860%s and, thereby,

ostablished cennections with Griscom of Peter Wright & Sons; the cases

of 0il were "shipped to Antwerp in American and Bélgian salling ships, "9
The important interests of vender Becke and Griscom in oil '

transﬁortatian: provides a ready explanation for the peculiar construction

of the first Red Star liner, the VADERLAND(1873, 2,748 tons)e Thse

VADERLAND was designed to carry the unusual and winviting combination

of “panséser-xgers, general cargo, and petroleum productss The ﬁdhﬂl's

Maritime Rog:l.steg for August 30, 1872, mnounccd that ”on tho

2181; instant thoro was launched from the iron shipbuilding establishment

of Messrs Palmer & Company, Jarrow, an liron. screw steamer named the

VATERIAND(sic). Thesteamer is 319 feet in length, 38 feet in breadth,

2,333 tons register, and is-bullt upon the double bottom principle, and

divided into several compartments, perfectly air, water and gas tight."

' The last statement referred to five compartments meant to carry

. petroleun products%lmd was intended to meet the objections of the

9., Bermans! research.

10.. Mitchell!s Maritime Register, August 31, 1872, Courtesy N.R.P. Honsor.

11, W. A. -Baker and Tre 'L‘xsyckm, ENGINE POWERED VESSEL. New York, 1965,
. Pe- 7. . L
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public that there would be noxious fumes from the cargo. The

general belief being that the air currents moving over the ships

ut ssa would be insufficient to carry away the fumes of such a

c;.argo. Ahother matter of interest regarding the owners of the
VADERLAND arises: when the reporter notes that the liner &s:"owned

by the Philadelphia Steam Navigation Company Red Star Iine, ande.s
intended for the Antwerp-and New York trade. - Three most sigmificant
facts should be noted in this brief remarks (1) the owners are stated
as being the Philadelphia Steam Navigation Company Red Star Line and
the former is never to be heard from again; (2)the terminology

"Red Star Lihe" is used without kLnx. ' Belgian feferoncc—: (3)the:
VADERLAND was launched Mg..d#ys,..ﬁefg_@ the Sociétd Anonyme de
Navigation Bolge-Aerica;j;ho’ SRad Star Line) offic_j:allx came into

oxi;sﬁeriéé.- Clemmt .A. .Griscc;m téévblléd to Europe to complete the

ﬁééo-ti#tions with the Belgian interests and to be present at the launching
of the VADERLAND, as it was an event of the first magnitude in the
history of the international Navigation Company. Griscom!s.cablegram.
VADERLAND launched today" was published in the August 24, 1872,

S : 13
Philadelphia Commercial List and Price Current three days after the event.

B 'l'he Ponnsylva.nia Railroad Compa.ny at an early date entered into
a traffic agreement with the International Navigation Company(Red Star
Line),. The Railroad "agreed to provide free dockage or wharfé;go at
its.i:ieré(_and) const?ﬁcted a new terminal at Girard Point for the use
of this l:i.ne,ﬁwith warehouses and elevators capable,..of handling fifteen

million bushels of grain in a year. The company also made large

12, Mitchellls Maritime Register, August 30, 1872,
13, Philadelphia Commercial List and Price Current, August 24, 1872,
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additions to its other terminal properties, such as additional coal
docks at Greenwich Po‘il.’nt."(_a.nd) facilities for handling petroleum
from share to ship, - Yot inspite of reporting all thess activitiss,
the Railroad historia.nﬁ still sessfit to say that "it does not appear
that any financial participation was inwlvmk"ls ‘The extensive
improvements undertaken by the Pennsylvania Railroad , the guarantee
of free dockage or wharfage, and the presence of Thomas A, Scott on the
Founding Board of Directors of the Sec, A. de Nav, Belgs-AmSricains
(Red Star line); suroly indicates a strong "financial participation®
by the Raﬂroa.d.lé'ret for some.reason, the Pannsylvania Railroad
Company did not wish identification with the major terminal construction
program for the Red Star Line; Contemporary accounts:make no mention
of the Railroad!s interest in the matter and a lengthy account of
an insPQction,of the proposed terminal site by officals of the port
an a commlttee representing the ILine says nothing more then that
satisfactory arrangements have b;mmdo with ths Pennsylvania Railroad
Company, for rapid conveyance of freight to the vahl.rvos.l? The
Penngylveania Railrcad Company was keeping as quist as possible about
its financial arrangemsnts with the Red Star Line quite possibly in order
that nothing might stand in. the way of the prbposod Anmerican Steamship
Company receiving a Federal subsldy. “

A most mteresting deseriptive article on the early nature
and aims of the Red Star Line(International Navigation Company)was

released by thé firm of Peter Wright & Soms and published in the
Philadelph:\.a. North &rican Thited Sbatoa Gazette of Jmuary 13, 1873,

14, Burgess, p. 271.

15, Burgess, p.271.

16. The free dockage guarantee and the construction of new facilities
was a most substantial undertaking at a time when a major
depression was just beginning and transportation revenues had

17. Philadelphia Commercial Iist and Price Current, November 16, 1872,
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Just prior to the maiden veyage of the VADERLAND to Philadelphia:

We publish this morning the announcement by the
general agents, Messrs, Peter Wright & Sons of the
Red Star Line of regular steamsghip service: between
Fhiladelphia and Antwerp, via Southampton, appointed
to carry the Belgian mails, Although sailing under the
Belgian flag in consequence of having been built
abroad, these steamers are chiefly owned in: Philadel-
phia,. They are of iron built in the English style,
of the highest class, Their bottoms are double-
and everything is in accordance with the sirictest
regulations of English Lloyd!s, For passengers the
most elegant and comfortabls.arrangements have heen
nadee the filoon and first class staterooms being
upon: the main deck amidshipsy where the least amount
of motion is felt, and where the best ventilation is:
assured.

These steamers: will be run regularly. The first
of the line, the VADERLAND, Captain Van der. Heyden,
2,800 tons, i1s now ready and will sail from Antwerp
January 18th, and from Philadelphia Febrmary 1l5th,
The other two, NEDERIAND and SWITZERLAND each 3,000
tons, are building amd nearly completed and as soon
as they are finished the line will be made fort-
nightly. Especial atteatlion will be. given to the
comfort of steerage passengers; as it is the purpose
of the general agents to entexr vigorously into the
competition for the immigrant bmsiness, Tickets.
will be sold here good from Antwerp to all interior
points:-in the United States via the: Pennsylvanla
Railroad and iis comne ns at the lowest prices,
This is the arrangementphich we have often referred
vhile advocating the establishment of lines of
European steamers:to be run in connection with the
Pennsylvania Railroad, passengers being ticketed(sic)
through from any point in the United States to any .
point in Europe and vice versa, The rates of passage
will be found quite ressonable, The eminent firm
of B, Von der Beeke(sic!), of Antwerp is the.
general European. agent of the line,

The same arrangement holds good with
reference :to freight with this lins, which will
be received at all points in the west and south at the
railroad offices, and through bills of lalding
issued for Antwerp, londom, Hull, Leith, BEremen,
Hamburg, Rotterdam, Ameterdam and all the. prominent
points in the interior of Europe. It will, of course,
take time to have the people of two.continents

(contd.)

- ~
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appreeliate thoroughly the advantages of this wide. spread
system, But it will work its way as.fast as it is

felt understood, The people of the interior, south

and west, will soon. perceive that by this arrangement
the steamships sailing to and rrom Philadelphla are.

for the benetit or the whole country. Antwerp and
Southampton are the most tavorable points that could

be selected for the. trade of Iondom and the south of
England on the one hand, and of the Hetherlamds, Germany,
sasiern France and Swilserland on the other,

The .Iiverpool connection already established
and soon to be greatly extended would of itself mot
suffice to enable our foreign commerce te recuperate,

It needed a comneetion like this which had been estab-
lished by a few prominent citizens under the menagement
of one of the most experienced and entepprising
mercantile firms in Philadelphia, and has been arranged
ir: the most careful and comprehsnsive mannsreee

Hitherto our imports:from Belgium, Holland, and

Germany have all come through khe New:York custom house...

A good many years (have passed] since a Philadelphisn
projected a line of steamers frem this point to Antwerp,
at which time there were mo steamers running thither from
Hew York, But the effort was tweniy years: ahead of
time and meanwhile the connection has been opened with
Now Torkeee.

Although the American Steamship Company was in
point of time the initial effort in our steamship
movements, the great energy of the founders and managers
of the Antwerp Iinms has enabled them to open the ball,..
The two Liverpool lines established umder foreign auspices
in 1872 are still rumning and are permanent., The Red Star
Line to Southampton and Antwerp makes the third and the
American line to Liverpool be the fourthe-all to be

running &k ike coming spring.
' me Maiden Voyage of the VADERLAND began January 20, 1873,
twg days later than expected, and was not without incident, After
leaving the port of Falmouth(January 30th), the new liner sailed
into a blustery North M’.la.ntié gale which severely delayed her
progress and caused her to burn so much fuel that it was necessary
to re-coal at Halifax, Leaving there on February l4th the VADERLAND
Tinally arrivoé. at Philadolphia with 105 éassnng,ozs, and a good cé.rgé

Phﬂhdel@ g_gcm Bhited States Gazotte, Jnnuary 13, 1873.

.................................................
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having taken seventeen days for what was to be 2 normally ten
day crossing.,l ? NeR.P. Bonsor, eminsnt British maritime kistorian,
reports that she sailed again on F§brua.fy 25th directly for Antwerp
and that, although no exact details were given, it ssems reasonably
clear that she carried both passengers and what was described as
11iquid froigt&."‘zo If the VADERLAND did indeed carry oil on thds
c;rossing.' it Wasplﬂbrobaj.b],y to be the only time of her career as the
American ’anﬂzoﬂtios took a dim view of any liner carrying petroleunm
products and passongeis; Ordinary merchandise and, psrhaps, grain
#ppoar to have bsen substituted for "llguid freightl® thereafter.
The VADERLAND was the only Red Star line vessel in the‘,,.An‘twerp-
Philadelphia service from January until September 1873 when she was:
joined by the chartered RYDALL HALL(und., 2,100 tons), and soon
' thereafter by her sistership the NEDERLAND(Maiden Voyago. December,6,
1873)e The third sistership SWITZERLAND did not take her maiden
sailing until May 15, 1874, and in the meantims twe more vessels
had heen chartered, the CYBELE(1874, 1,980 tons) and COLINA(1873, 2,100
tons)s The ABBOTSFORD and the mnmm Bad been transferred to the
American line bnrly in 1874 and were operating on the Liverpool-
Philadelphia. reute as has been previously enlarged upon.zl
It is to be noted that in connection with the mmtual handling of
the affairs of both Iines by Peter Wright & Sons, after March 1875
the same general advertisements were run in the newspapers with the
American Line maintaining the Philadelphia-Liverpool route and the
19.. N.R.P. Bonsor, "Red Star of the Western Ocean," Sea Breezes, Vol. 24,
20, Bonsz;.z?'l'hd St;.r of the Western Ocean," Pelle The Hziladelghia Commercial
List of January 21, 1882, announces.the salaé of VADERLAND which
WAll hereafter be used in the petroleum trade for which she is
especially fitted," This amnouncement was six years premature as the
VADERLAND was not sold until 1888 when she became the French

GEQGRAPHIQUE,
21, See pages 17, 20, 34, 35, 36,.
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Red Star Line the Philadelphia-Antwerp service, Abandonment, or
rather consolidation,of the . Liverpool-Philadelphia service by the Red
Star Line gave the Line the épportmity to expand and to undertake a
New Ic_ark-&ntworp route, This development of far reaching importance
for the International Eavig;tion—. Company is reported by Mr, N.R.P.
Bonsor in the following wordss
| On March 11, 1874,eee & new service between Antwerp and New
York was inaugurated by the 1,980-ton CYBELE, which was:
chartered from the Donaldson Line... The second New York
salling was undertakenm by the SWITZERLAND, a nswly comple-
ted sister-ship of the VADERLAND, on April 15, 1874, and
was:to have been followed a month later by the NEDERLAND
nut, instead éanother chartered vessel) the COLINA was .
substituted,<< . :
The Belgian government with the encouragment of King Leopold
offered a small subsidy for the Antwerp-New York service, The
contract stipulated a mail subvention of $100,000 for ten years:
with port privileges and wharfage woikh $30,000 more, for a lins
23 .
of fourteen~day steamers, This arrangement was most acceptable
because: the measure was ospeéi‘ally tailored for the Socibte Anonyme
de Navigation Belge-Américaine(Red Star Line) by the Royal Government
of Belgium, The VADERLAND and NEDEBIAND jointly handled the Antworp-
Philadelphia service wntil well into the 1880°%s,
During its early years the Red Sta.rsLine was plagued with ship

diifiéulties;‘ The NEDERLAND was referredht.o on at least one occasion

by the Philadolphia Commercia.l List and Price Current as an "ill-fated
20

steamer. This report un.fortunataly was: made at a t:ime when the Line
was striving, to build up its passenger business~hardly a welcome

22, Bonsor, "Red Star of the Western Ocean,” p. 25. Both the CIYBELE and
the .COLINA were to be returned to the Donaldson Line after a
few voyages..
23, Winthrop L. Marvin, THE AMERICAN. MERCHANT M&BmE. Ebw York, 1902, p. 418.

24, Philadelphia Commercial .List, April 18, 187k, .
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label to be: bestowsd on a new passsnger linsr of any company. This
outburst was catised by a voyage of the NEDERLAND from Antwerp which
had taken over two months. The MEDERLAND had left Antwerp for
Philadelphia on a regular sailing, A few days out, however, she
auffersd mspecified damages: which made it necessary for her to put
o fd&werpool for repairs; When thés. were completed the liner
rosum;d her cpvssing only to go ashore on the Brigéntino Shoals:nsar
Atlantic City, April 16, 1874, less thaah a da.y"‘s journey from ports
The NEDERLAND was later refloated within a week Aw‘?x‘at the newspaper
described as only Superficial® duageis-a damage so "insignificant”
that 1t was to take over three months to repair it and the liner was

26
unable to resume sailings until August 29, This disaster substantially

disrupted the Red Star Lins sailing schedule during the major part

of the "high season" a.n;l undoubtedly hurt both the infant'company's
27
prestigge and earnings, Bulb In spite of this inausPicious start, the

NEDERLAND. was to participa.t.o in her share of sea rescuss,. Captain
James took his liner to the sid of the wrecked New Brunswick schoonsr
LOUISL D. on March 5, 1875, and saved the. crew of the stricken sailing
ship, In aclnowledgment of this activity, Captain James and his
Chief Enginoer were presented with "handsome gold wétches" by the

Canddian Govermment,

25, Philadelphia Commercial IList, April 25, 187#
26, Philadelrhia Commereisl IAst, August 24(1), 1674,

2‘7. The: NEDERLAND,, accordinglto N,R.P. Bonsov.was to have iaken the
third sailing(May 1874)in the International Navigation
Company?ts new New York-Antwerp.service, but her grounding and
the extensive repairs which followed made this impossible,..
As an example of the wrrors possible in the newspaper accounts
of maritime affairs, the Philadelphia Commercial List for May 2,
1874, indicates that ths VADERLAND was *beached on the Jersey
Flats near Kaighmts Point to repair her.steering apparatus® (April 28,
1874 )vhen in reality she sailed:chtMay 2 and the reporter probably
means the w which was repairing at KAighn 's” Pointe
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The early history of the International Navigation Company
(Bed Star Line) saw two major ship losses. One of thess, the
ABBOTSFORD, occurred in July 1875 sometime after the transfer of
the liner ':t-o the American Line, 2 Hdr sistership, the KENILWORTH,
was to meet an equally tmtmely end. dJust before the. start of her
eighth voyage hesr name was changed to RUSSM which probably
indiates that the irossel had been purchasad; -ind twelve days later
on March 17, 1877, she went ashore: at Long Beach, New Jjersey.29
Extensive efforts to refloat the lineri‘ were wnsuccessful and she
was finally declared a total loss, This left the Red Star New York
service with only the SWITZERLAND and a consort was urgently needed,
Accordingly the International Naﬁgation Company chartered the
JAVA(1865,. 2,866 tons) which after three voyages was renamed the
ZEE__LLNQ, thereby brinzing her name into line with the rest of the
flee‘t..ao

The construction of the new International Navigation.
Compahy facilities at Girard Point near the confluence of the

Delaware and Schuylkill Rivers proceeded rapidly, The Philadelphia

Commercial Iist and Price Current for February 13..1875., carried

a magnificent spread on the newly developed terminal facilities
including a detailed picture-engraving covering the width of the
paper, The main building of the terminal complex was described as
being 200 feet long, 100 feet wide, and 115 feet high, "It contained
36 bins with a capacity of 15,000 bushels each, and 23 bins with a
capacity of 10,000 bushels each, Twelve elevating machinss were
capable of lifting 4000 bushels of grain per hour and 24 railroad

28. ABMTSFORD was wrecked in Cummoes. Bay on the Anglesy Coasi, on Wednesday

. night, July 21, 1875, and sank July 23, 1875, according to the
Philadelphia Commercial List of .July 24, 1875,
29, Bonsor, "Red Star of the Western Ocean,” ppe 25=26s.

30, JAVA was originally a& Cunard liner, The names of all Red Star liners

contained the suffix "land."
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A ‘
This was extremely big

carg could be unloaded at omege."

business, The surrounding wharves cojzld accommodate six ocean-

going steamers or twelve sailing vessels, The first vessel to

use the new terminal was the VADERLAND when she loaded 20,000

bushels of Red Winter Wheat in October 1874 for delivery in Antwer,p.,.

Operations at Philadelphia were prosperous enough for the

International Navigation Company to employ a small fleet of tugs,

the JUND, HERCUIES, and NEWCASTIE, to facilitate movement of their

stoaniors ~and théée of the American Steamship Company at Philadelphia.

The JUNO and HERCULES mre:;ew construction from the Wood and Dialoguets

Worké while the .NEX}ICASTLE was only two years old...32 The three 'l;.ugs ’

were placed under the management of Peter Wright & Sons and with

the number of vessels handled by this firm it may be assumed that they

rarely lacked businesse _

~ The Red Star Line was not without competition in the

Belgian-American trade, The White Cross 'Linejjand the Engels Idnn.:w

while préviding some cha]iengd to the Societe Anonyme de Navigation

Belge-Americaine(Red Star Line), were never a serious threat since

neither possesseci the mstrorﬁxg f:i.na.ncial resources of the latter, The

ﬁtrength of the International Navigation Company i# shown by the‘ fact

that in the midst of the shipping depression of the late 1870's the

Red Star Line was able to order two liners far larger than anfr previously

31. Philadelphia Commercial List, February 13, 1875.

32, Philadelphia Commercial List, September 2, 1876.

33. The White Cress Line was_founded in 1865 by Steinmann & Co., of Antwerp
and ran a passenger-freight service to New York from Antwerp wntil
1884 when the passenger business was discontinued.(N.R.P. Bonsor,
NORTH ATLANTIC SEAWAY, Prescott, Lancashire, 1955, . ppeR76=278,)

34, Engels Line was founded in 1875 for the purpose of operating a trans~
atlantic steamer service, The passenger carrying business. was: oper=

sted until 1888 when it was discontinued, At either this time or

slightly before a working agreement had been reached with the White
ss Line for a joint freight service between Antwerp and New York.
onsor, NORTH ATLANTIC SEAWAY, PP. 330-331.)




IITERRLTIONLL NAVIGATION! COMPANY:
RED STAR LINE

S, SSWESTERRNKLAND

_ Appropriately named for a liner that was suppose
to attract the immigrant trade, the WESTERNLAND was:
built in 1883 at Birkenhead, She ran for the Red :
Star Line from 1883 to 1901 when she was transferred : .
to the American Line, The postcard dates from the
early days of the WESTERNLAND!s:American Line service
vwhich ren from 1901 to 1912 when the liner was scrapped,

Statistiocss 5,736 tonsg 440 feet in lengthy
"~ W7 feet in breadth, Capable ef 14 knot crossings.

;
{
i
i
;
H
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owned by the Companys. The new vessels commissioned in 1880 were

the 403-foot BELGENLAND and RHYNLAND, each fifty feet longer than

the chartersd PERUSIA which had been the largest liner in the fleet

up to that time, Both vessels wers built by the Barrow Shipbuilding

Company and pr.ovedﬂ valuable additions.to the Line. Lack of tonnage

had prohibited the development of a weekly New York-Antwerp service,

which the n:erw liners made possible,. Shortly thereafter, the

occasional ssrvice to Philadelphia was increased to a regular fortnightly

departurs with the addition of four other liners between 1881 and

1883t WAESLAND(1867, 4,752 tons); PENNLAND(1870, 3,760 tons);BSEOORDIAKD

(1883, 5,212 tons); and WESTERNLAND(1883, 5,736 tons)s The first two

vessols were Mla&., ﬁhile the last two were new c::onsfruction for

the Line and marked major increases in the size and quality of the fleet,

The last named, WESTERNILAND, had two distinctive featurss in her con-

struction. She was:built in the Birkenhead Drydock and floated out

at her launching and sBothe first steel unit of the Tleet marked the

changeover from iron to steel in ship construction for ihe International

Navigation Compa.ny(l‘ed Star Line), The WAESLAND was lengthénod from. 358

feet to 435 feet(léBO)_ probably before beginning her Red Star service, and

the PENNLAND received a new spar deck in 1888 which increased her

tonnage from 3,428 to 3,760 tons, From 1878 through 1882 the SWITZERLAND,

ZEELAND, WAESLAND, aﬁd BEIBENLAND génerally were assigned to the New.

York-Antwerp service with the VADERLAND and NEDERLAND handling the

Philadelphis traffic with some assistance from various units of the:fleet,

35. WAESLAND was built in 1867 as the Cunard RUSSIA and in 1869 held the
_record for the fastest Eastbound passage. She was. purchased by the
Red Star Line in 1880, reconstructed and commissioned in 1881,

PENNLAND was built in 1870 as the Cunard ALGERIA § received compound
_engines in 1881 and was cormissioned in 1882, (Bonsor, NORTH. ATLANTIC

SEAWAY, pp. 285 & 291.) - .
36, Bonsor, "Red Star of the Western Ocean," pe. 27.
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M. N.R.P, Bonsor states: ™t is ovident.t&ﬁ:i’rbm:thaebpladsys:

the New Iork service was“rmegarded as the more important, and for this:
reason was not only the more frequent, but usually had the newest and
best shipsy® 7 The Belgian mil subsidy probably had considerable
influence on thé de;feloPmentv of the two services., Significant
indication of the progress of the International Navigation Company

(Red Star Line) between 1873 and 1883 lies in the fact that the two

new liners. of i883 had a greater tonnage than the combined weight

of the four original vessels, although their speed was only slightly
graator.BBMtf;with, the ssnsational development of the Red Star Line's:
New York-Antwerp traffic, the Philadelphia trade also grew substantially}
In 1880 the International Navigation Company landed some 30,000
imnigrants. in Philadelphia and in 1881 about 40,000 for a significant
increase in this profitable trade.39 The International Navigation
Company(Red Star Line) service had grown immensely in the eight years
since its inceptisn. n 1874 the Line had carried a total of 3,174
passengers. and in 1875 this mmber had more than doubled to 7,093 which
was still far ‘sho‘rt of the 40,000 persons landed a shori sefm: years
latelfo The direct Antwerp-Philadelphia ssa route with the Pennsylvania
Railroad Company comnections to the interior of the United States was:

certainly popular..

|
|
|
|

37. Bonsor, "Red Star of the Western Ocean," p. 28.
38, T#s tonnage figurss of the six liners are as followss

1873 VADERLAND 2,748 tons: 1883 NOORDLAND 5,212 tons:
KENILWORTH' 2,595 WESTEENILAND
ABBOTSFORD 2,554 Total .10,948 tons:

NEDERLAND . 2,8
Potal m.'z% tons.
39. Philadelphia Commercial Idst, January 28, 1882,
40,. Phiiladelphia Commercial List, January 8, 1876.
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In 1884 the Red Star line was presperimg and the resources
of the International N‘avig;.tion ComM were large enough for
Clement A, Griscom and his associates to purchase the American
Steamship Compamy and, thereby, to eonsoiidato thelr shipping interests,
The Penngylvania Railroad Cempany had wanted to rid itself ef its
American Iine entanglements for at least five years and appears te
have been most happy to dispose of its interest, A major historical
misconception has arisen concerning the thmati’ozial Bhvigatioﬁ
Company?'s purchase of the American Line as it has Lesn frequently
been made to appear that the American Line was sold to foreign interests,
This misconception arises. when the International Navigation Company
(Red Star Line) is considered to be a foreign company. It has been
established that this is not the case and that the International
Navigation Company was almest totally American owned. With this in m:l.nd,
the, the sale of the American Steamship Company to the International
Navigation Company can in no way be considered to have been to foreign
interests, The basic management, services and name of the Line
remained the same, The only significant difference was that Clement
A, Griscom and his maritime associates rather than the Pennsylvania
Rallroad were behind the Apsrican line, Few grounds if amy exist
fer the mich lamented demise of the so-called #0ld American Line" as
it never did die., What occurred in 1884 was nothing more than the re-
organization of a diversified shipping enterprise for the purposs of
eliminating a reluctant backer, the Pennsylvania Railraod Company, and
soms other Philadelphia interest which felt that they could not come
tinue operating the American Lins without the Railrocad!s support. The
American Line continued to exist and to operate a Philé.dolphia-

i’..ivorpool‘ service Jjust as it had since its inception, the only novelty
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being a greater flexabilily of tonnage which found American Line liners
sailing for the Red Star Line and vice versa. The International
Navigation Company of Philadelphia assumed the rols of the American
holding company for both the Amerisan Steamship Company(American Line)
and the Societe Anonyme de Navigation Belge-Americaine(Red Star Line).
The development and empansion of Clement A. Griscom's American shipping
interests did mot stop with the adjustments of 1884,. The backers

of the:Internatiemal Navigation Company were laying the groundwork

for an Qvon nore important acquisition-~the Inman Line.



Yoar Joined Fleet

1873
1873
1874
1878
1879
1879
1881
1882
1883
1883
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TABLE II
INTERNATIONAL NAVIGATTON. COMPANY. ~ 1886 FLEET LIST

SOCIETE ANONYME DE NAVIGATION BELGE-AMERTCAINE(RED STAR LINE) 1886

Liner

B
REYATARD,

PENNLAND

EDORD!

WESTERNLAND !
average age: 7.5 years; Number of liners, 103 Total tonnage 38,110 tons

1l

54736

AMERICAN STEAMSHIP COMPANY(AMERICAN LINE) 1886
i . . . r - ‘ - LT

Year Joined Fleet

1873
1873
1873
1874
1875
1879
1880
1881
1881
1882
1882

BRITISH

PENNSYLVANTA

Tonnage

3
3,104,
3,104°
3,10
3,104
3,386
3,655
3,563
34558
34559
3,871
3,864

average ages 8.8 years; Number of liners, 1l; Total tonnage 37,872 tons

1, International Navigation Company fleets before the acquisition of
. the Inman Line(1886).

2+ Purchased liners.

3« A tonnage of 3,126 tons is sometimes given for these liners.
L, Chartered liners flying the British flag.
5e. Replaced two of the older units of the fleet for a time and, therefore,
not all of the vessels in the lists may be considered to have run
for both Lines continuwously from the date at which they first
joined the fleet, However, all were sailing regularly for the
American Steamship Company during the year 1886,




Chapter-IIT
INVAN STEAMSHIP COMPANY LIVITED me DIMAN AND IMTERNATIONAL NAVIGATION CO.

The Inman Steamship Company Limited had been operating
an imfaortént Id.siorpool—ﬁ’o#l’brk o;qmoss service since 1856, The
Line, homvor; had experienced increasingly more difficult times
;ftor. 1870.. The introduction of the Elder compound engines for
steam propulsion in the early 1870's almost immediately had made all
first-class tonnage obsolete, This whs sushilaus enough blow te the
fortunes of the Inman Line, but almost immediately upon tks heels
came the shock of ha.viﬁg a major new rival for the ILiverpool-New York
trade begin operations, The Oceanic Steam Navigation Company (White
Star Line), greatly worried all the established Liverpool-Nsw York
Linos;, Tl:;o two most ssverely affected were the Inman Line: and the
éunnrd I.'i'nn. for they suddenly faced the nac.ssit:.y of building new
tonnagﬁh or going eut of business. Mr. NeR.P. Bonsor obssrves. of the
White Star Line: R

no n;w line,..ever appeai.d at a more opportune time or
had a greater effect on those already in existence, The
White Star ships were amongst the largest and fastesi
afloat and offered new standards of comfort for passengers
eee The entire fleets of all the colpbting 1inssemInman
included—-were completely outdated,

Just at the time that the new Inman liners: were ready & major
shipping depression began and becane steadily worse,. To make matters
worse the establishment of the Red Star Line 's Antwerp-New. York
service made the Inman Line's An:bwcfp-h;rorpoél feeder service of little
use and robbed the Imnan Linn of still another source of revenue.
Two relatively new vessels, the CITY OF DURHAM and CITY OF BALIFAX,
ﬁhich had recently been built for‘ihc.ll-ni:.mi'ﬁ-mvorpé.ol service were
withdrawn before they had even begun to compenéato the Line for the.

1. N.R.P. Bonsor, "The Inman Story--Puk and Doclinn. Séa Breezes, Vol, 28,

Pe: 395. NS . e
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the expense of their construction. The financial distress of the

once-celebrated Tinman Iine forced the owners to form a public

company with Williem Inman at its.head in 1875 in an effort to
provide: the extra capita.l that was so badly nnodod.,z The competition »
to have in service the fastest ship dm the North Atlantic was murder-
oum, The White Star ADRIATIC(1872, 3,888 tons) made a record passage
in May 1872; and it was twe years before the Imman Line could launch

an appropriate challanger, The CITY OF BERLIN(1875, 5,491 toms) which
entersd service om April 29,' 1875;'9.1: iaét sla.mmod across for a'rueord
passage towards the end of the year. The White Star Line countered,
however, by introducing its new GERMANIC(1875, 5,008 tons) whick teok
her Maiden Voyage within one month of the CITY OF BERLIE. May 20, 1875.3
Soon in February 1876 the GERMANIC remped home with the "Hlus Riband"
and her sistership, the BRITANNIC(187%, 5,004 toms)captured the
Westbound title in the following November, The White Star Line, there-

after, was the proud possessor of both titles for the fastest Atlentic

cerossings,

4
TABIE XIIX
'KECORDS OF THE INMAN LINE AND. WHITE STAR LINE RECORD BREAKERS
Vesgod WESTBOUND RECORD PASSAGES
Vn 1 Date Time: D, H, J, Speed
Iﬁm May 1872 %%- Star T 7e 23e 17. "E'Tl o52 it
CITY OF BERLIN Sept, 1875 Inman 7. 18 2., 15,21 it
ERITANKIC .. mv.~ 1876 Yhite: Star 7. 130 1. 15.43 :;:
GEBMAHIC ‘Pro 1877 White Star 7. 11. 37. 15.76 i
EASTBOUND RECORD PASSAGES |
CITY OF ERUSSELS Dee, 1869 . Inman 7. 22, 0o 14,66 B
BALTIC . , Jm. 1873 White Star 7. 20.» ?’9. 15009
CITY OF BERLIN Qct. 1875 Diman 7. 15, 28.  15.37 |
GERMANIC. ..  Feb, 1876 White Star 7e 15« 17.  15.79
BRTTANNIC Dec, 1876 White Star 7o 12, 47, 15.9% g

The Inman ILins, Avanquishud by the record crossings: of the

White Star BRITANNIC and GERMANIC, was not to have a record breaker for

2, Bonsor, "The Imman Story--Peak and Decline," ﬁ
3. White Star BRITANNIC entered service before the GERMANIG but the latter
broke the first record.

L, Bonsor. WORTH' ATLANTIC SRAWAY. pp. 590592, i
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another ten years, By the spring of 1876 the shipping depression
bad become so severe that the Inman and White Star Lines, inspite
of their bitter rivalry, were forced to come to a ﬁorking agreenment
on their sailings before they bankrupted each other. This agree-
ment, which markedly reduced the sailings of the two Lines, left
Inmen with some free ;c,onnago. The result of this was that the CITY OF
LIMERICK(1855, 2,536 tons) and the CITY OF BRISTOL(1855, 2,655 tons)
were éhaz’?tcrod to the Amofica.n Line for a few voyﬁg'oé. In fact, the
CITY OF LIMERICK was to spemd the better part of the period from 1876-
1879 under charter to the Amsrican Steamship Company, Both the American
Iine and the Inman Line had close connections with the id.vorpool firm
of Richardson, Spence and Company which meant that chartering
arrangesments could be readily handled.

iho years 1879-1883 saw a major rationalization of the Inman
floet.;. In 1879 the Iine owned an even dozesn steamers of whiéh only
six could he rogulariy employed with profit, and the time was long
overdue when the older units should have been sold or scrappede By
1883 Inman owned seven aging liners, though much of the older and more
oxponéiveéb operate tonnage had been disposed of in one way or a.nothor.6
The commissioning in 1879 of the record-breaker ARIZONA(1879, 5,147 tons)
By the American-owned, British-flag Guion Lins forcefully brought ”
home the need for a new vessel if the Inman Steamship Company was even
to hold its own, Before a decision was reached on the design of the
nsw liner, the first steel passenger liner took her maidem North Atlantic

sailing.. The EUENOS AYREAN(2880; 4,005 tons) was.commissioned for the

5e Bonsor, "The Inman Story=-Peak & Declins,” p. 395.
6. TABLE IV.on page 55 illustrates the "rationalization" of the Inman
. . .fleet between 1879 and 1884,

e e e
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1
TABLE IV
INMAN STEAMSHIP COMPANY LIMITED FLEET

1879 1884
Vessel Tear Built Year Acg ed  Tonnage Status
CITY OF BRISTOL 1855 1860 2,215 Seld 1880
CITY OF LIMERICK 1855 1863 24536 Sold 1880
CITY OF LONDON 1863 1863 2,560 Sold 1879
CITY OF NEW YORK 1865 1865 2,642 Sold 1883
CITY OF PARIS 1866 1866 2,556 Sold 1883
CITY OF ANTWERP 1867 1867 2,391 Sold 1879
CITY OF BROOKLYN. 1869 1869 2,911 Sold 1879
CITY OF BRUSSELS 1869 1869 3,747 Sank after collision
L o ) in the Mersey Jan. 7,
1883, Ten 1lives lost.
CITY OF MONTREAL 1872 1872 4,451  TIn Fleet 1884
CITY OF CHESTER 1873 1873 4,566  In Fleet 1884
CITY OF RICHMOND 1873 1873 4,607  TH Fleet 1884
CITY OF BERLIN 1875 1875 5,491 I Fleet 1884
CITY OF ROME 1881 (1881) 8,415 Rejected by the Line
» . : . as unsatlisfactory and
returned to builders,
BALTIC 1873 (1883) 3,707  Chartered

CITY OF CHICAGO 1883 ‘1883 5,202 Ti Fleet 1884

1. TABLE IV was compiled from the Inman Steamship Company Fleet IList
. _.eof Mr., N.R.P. Bonsor, NORTH ATLANTIC SEAWAY, pp. 68-7l.
2,. The CITY OF BRISTOL originally ran under the name ETNA and was not
renamed CITY OF BRISTOL until 1871. .
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Allan Line and provided an excellent working example of the advantages
steel iaossossod over iron, A ship produced of stesl was not only
stronger, but could provide a far greater cargo and passsnger capacity
than a similar vessel of iron, H'o_nco, Inman decided to take the
plunge and ordered a steel l:l.norh of some 8,000 tons from the Barrow
Sdpbuilding Company of Scotland.

The builders were almost immediately struck with the problem
of how to obtain enough of the precious steel needed to construct
the large liner that Inman had ordered., The relatively new metal was
in much too short supialy for Barrow'!s to fulfill the contract in any-
thing like a reasonable time. As a»rosult the proposition was put to
the Inman management as to whether they wanted an iron vessel within a
short period of time, or proforr.d to walt several years for the
propossd steal linesr, Knowing that they could not wait several years.
vwhile their opposition steamed away with the Company!s. trade, the Line
grudgingly agreed to the construction of an iron sto;mship. This work
proceedsd rapidly and on June 14, 1881, the new liner was launched as
the CITY OF ROME, In ova.iuating the appearance  of the nsw liner, Mr,
N R.P..'chéor is abéolutoly correct when he states that "opinion among
shiplov'ors has been almost unaminous thatk she was the most stately and
well-proportioned steamship ever built.."7 Certainly the CITY OF ROME
must have been a glory to behold, The élippor-bomd liner bossissed
the lines of a thsroughbred racer and her superstructure was crowned by
three stately slender funnels and four evenly-spaced pole masts, When
cormissioned with a tonnage of 8,415 tons, a length of 560 feet, and a
breadth of 52 feet, the CITY OF ROME was the largest regular commercial
Jiner in the world |
7. Bonsor, "Imman. Story--Pesk and Decline,” p, 399.

8. The GREAT EASTERN(1860, 18,915 tons)would continue to be the largest
steamship in existence until she was. scrapped in 1888,




-57 -

Infortunately beauty was not enough for the new CITY OF ROME,
On her Maiden Voyage, Ocotober 13-22, 1881, she plowed from Queenstown
to New York, taking over two days longer than the ARIZONA which she
had been built to bsaty This was a disastrous ponﬂéﬁm.néo for a
liner upon which the Tnman Stoamship Company had staked everything,
When the CITY OF ROME took a day longer than the ARIZONA to steam
homs, the &isasﬁer becanme: a catactfo;pho. The new liner promptly
underwent a major six-month overhaul and then took four.more voyages
for the Inman Lino.q In the middie of August 1882 the beautiful CITY
OF ROME ﬁas thi-orm ba.ék on her builders in disgust by the Inman Lihe.
The fact that the liner had lost one-third of her cargo ca_{:acity‘
through the use of iron instead of stsel in her construction and that a
new rescord crossing by the ARIZONA was so speedy that the CITY OF ROME
could not hope to beat it mro probably the primary roasons;for the
rejection of the new liner.,n

On July 3, 1881, the management of the Inman Steamship Company
was weakened by the death of the founder of the Line, William Inman,.
Fortunately Inman died just a few days after the launching of the

CITY OF ROME‘and, therefore, the great shipping man never lived to

khéw of the linerts shortcomings, The rejection of the CITY OR ROME
o 18
m"?lwlu

after five voya.geé, however, may be'regardod as. a somewhat hasty action
on the part of the management of the Inman Line, Greater consideration !
might well have been given the vessel if William Inman had been alive, |
for the CITY OF ROME would probably have been an asset to the aging
Inman fleo"ﬁ even if she was not a record-breaker; but the liner was
never to have the opportunity. The CITY OF ROME was turned over to
the Anchor Line by her bullders as the owners of the Anchor Line had I

.. Bonsor, "The Inman Story—Peak and Declins,® p. 400,
1(9). Bonsor, "The Inman Story--Peak and Docline:'? Pe 401.




Se Se. CITY OF ROME

The CITY OF ROME probably ranks as the
most glorious failure in the history of the
- trans=-atlantlic steamship industry, The

" 1iner was constructed by Barrom for the Inmen

Iine in 1881 but because of a number of reasonsew
not the least of which was her inability to make

a record=breaking crossinge=she was returned to
“her builders, The CITY OF ROME was the most

" beautiful of the three funnel liners and, perhaps,
the most beautiful trans-atlantic liner ever :
built, This particular shot is from the collection

- of the Anchor Line Limited and shows the liner in .

Anchor colors,

, Statisticss 8,415 tonsy 560 feet in length;
52 feet in breadth, Capable of 16 knot crossings,

Photograph courtesy of. the Anchor Line
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& substantial interest in the Barpow Shipbuilding Compa:.:xy.:l:L The
Anchor Line was to operate the CITY OF ROME for the rest of the
linert!s lifetime until she was fihally scrapped in 1902,

The -Inman Line carried a sizable portion of the ILiverpool-
New York passenger trade in the mid-1880's, "During 1886 they
landed 5,705 cabin and 25,659 steerage passengers at New Eexk in the
course of 52 voyages——almost the same as the White Star total and
appreciably higher thak the Guien Linels, "12 The Inman liners were
all middle-aged as ships went and far foo 0ld for a sompany supposedly
running a first-class service, Their crossing:times were far eclipsed
by their competitors and the linirs were becoming increasingly expenw
sive to maintain in operation, The hour of decision had come to the
Inman Stemmship Company as the Line had its back to the wall financially.
A stockholders' meeting was called in Liverpool on October 18, 1886, to
discuss the: co{u'sos of action open to the Company. Debts and obligations
of the Line exceeded the value of the fleet by nearly & 100,000 and were
mounting steadily. Attempts to obtain new funds by means of mortgage

13 ‘
debentures had failed, yet new ships had to be built if the Line was to i

survive, i
The critical financial straits of the Inman Steamship Company i

were common knowledge and became of particui.ar interest to Clement A,

Griscom and the International Navigation Company. The Griscom shipping

interests had pu.{-chasod some of the debts of the Inman Line and, there~
14 ) .
fore, were primary creditors,  Since the Inman Line nicely fitted

11. Re Se Mclellan, ANCHOR LINE, 1856-1956, Glasgow, 1956, ppe Hl-42.

12. Bonsor, "The: Inman Storyw-Peak and Decline,® ps.402,.

13, Arthur J. Magimnis, THE ATLANTIC FEREY, Londen, 1900, p. 68,

14, C.R. Vernon Gibbs, PASSENGER LINERS OF THE WESTERN OCEAN, London, 1952,
1957, Pe. 114, R . - .



into the expanding operations of the International Navigation

Company, Griscom entered into nogotiaiions-ror the purchase of the:

Line, These had proceeded quite far and the major stockholders of
the Inman Steamship Company lmew of the American move when the:
stockholders?t meeting was called.. On October 18, 1886, it was

decided that the Company should go into vouluntary ligwidation and

15
"thus pave the way for purchase by a certain interssted party,"

A degree of secrecy was evidently necessary as Thomas H, Ismay of
the Wnhite Star Line was interested in keeping the Inman Line in
operation undor»British management, In later yearé', Isma&z*‘;.»':.& o

told a story that when the Inman Line was in difficulties
he wrote to a well-known gentlemen in the same trade,
offering to find half the money necessary to keep the line
going, if his correspondent would find the other half,

The offer was declined, 'And now(1899),! Ismay said, ‘we
have an American railway company come into the trade, .
with millioms at iis back, running under a well-known
British flag, and setting us all to work building whether
we want to or not, Would nog, it have been better to have:
kept the weak line going}"’l >

Within two weeks of the stockholcier.s' meeting a new and powerful

name appeared among the: trans-atlantic steamship lines advertisementsi=

the Irmman. and Intermational Sto_amship Company Limited replaced the:
name Inman Royﬂ Mail Stoamoi't?;-and the trans-atlantic passenger
1ines,rmre confronted with a rejuvenated giant where an imminent
demise had been expected. The Inman owners were paid & 205,000

for their five liners and tho uéo of the Company name, from which

was to bededucted the large sum already owed the American purchasers.

Certain disucssions appear to have taken place over whether the new

15, Bonsor, "Inman Story—-Peak and Decline,® p. 403,

16, Roy Anderson, WHITE STAR, Prescot, Lancashire, England, 1964, p. 87.

17, Bonsor, "Inman Story-~Peak and Decline,” p. 403.
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company name should be the "International, Inman and American I.'.i.::m_"l8
but the final form was. Inman and Intornatiofxal. This was a wiie
choice for the longer némc was too bulky for advertisement purposes,
and, also, since the Inman Line was one of the subsidisod British
mail- lines there was no need to offend or upset the British people
or govermment any more than they already had been by ktressing the
purchase of one of the premier British North Atlantic line by Americans.
The situation vis-a-vis Her Majesty's Government ahd the nsw Inman
owners was to deteriorate soon onouéh anywaye.

The first order of business for the new owners was the
robuiiding of the fleet in a grand manner, Clement A, Griscom had
planned and prepared some twenty years for the day when he would
have a free hand to establish a truly first-class trans-atlantic
line, H® possessed a strong foundation for doing so in the two
divisions of his Internationd Navigation Cempany which controlled a
prosperous Anh:-p;Now York amd Antwerp—Philadelphia trade through the
Sociéte Anonyme de Navigation Belge-Américaine(Red Star Line) and
which, also, operated a growing Philadelphia-Liverpool smrvhee under
the American Steamship Company(American Line). Neither of these concerns
had ever been in a position to Jobtain thioi re;spect of the great British
North Atlantic lines, Both Cunard and White Star had lomg looked dowm
on Griscom's efforts as. unworthy of attention while he bullt up the
smaller lines. With the acquisition of the tottering Inman Line, over
which Cunard and White Star had been resdy to day the last rites,

Griscom suddenly emerged as one of the largest owners of steamships in

18, Bonsor, "The Inman Story-—-Peak & Declins," p. 403.
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the world., The reactions of the competing British lines was at
first one of stunned silence and then of a ﬂurry of activity.
Griscom they knew, was the very essence of the fox amongst the:
chickens and he had waited years to play the part,

Upon acquiring the Inman. Steamship Qompany, Clement A, Griscom
caught the next steamer for Liverpool to discuss ths future plans of
the Inman Line with the British Directors, Messrs. Spence and Taylor.
Before he returned negotiations had been completed with Mr, James Re
Thomson of the J. & G. Thomson Shipbuilding Yard, Clydebank, 'Scotlandj..g
for the build.ing of the two largest, fastest, and finest commercial
liners in the world, calculated in advance to far surpass any exisitng
competitors for quite awhilfo The order was placed for the these two
exceptiomal vessels in the spring of 1887. While the planning and
constrnction of the two new liners progressed, the Inman CITY OF BERLIN
was withdrawn for the installation of triplo-oxpa.nsion mach:l.nory Band
in other respects to be thoroughly overhauled, "21Tho BRITISH QUEEN
taking two of the Imman sallings until the BERLINYs return.

On August 6, 1887, the CITY OF MONTREAL(1872, 4,451 tons) bturned
at sea while enrouteTrom New York to Iivorpool and this accident cut
the Tnman and International fleet to four liners, ons of which was
undotgoi‘ng rop#irs. As there were too few liners to maintain the all-
important weekly sailing schedule, Griscom began to switch liners
around his three fleets like checker pileces, The American Steamship

Company OHIO was chartered for an entirs yna.r.vwhiio the Cunard ATLAS

19, Thomson was the predecessor of John Brown & Company builder of the

giant Cwnarders QUEEN MARY(1936,.81,237 tons) and QUEEN ELIZABETH
(1940, 83,400 tons), and which have the new Cunarder under construction.

20,. Inman Line, Red Star Iine, and American Line, INMAN AND INTERNAT
. STEAMSHIP COMPANY. LIMITED. New 'Iork.(18881 s Do Te.
21, Inman. Li.no, Pe 19 .
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(1860, 1,794 tons), the American ILLINOIS(1874, 3,104 tons), the
Dominion TORONTO(1879, 3,316 tons), the Allan SARDINIAN(1S7S, 4,349
t:.ons) . the Dominion VANCOUVEB(J.BS&., 5,141 tons), a‘\.xid'th;-.hno:i’can
PENNSYLVANIA(1873, 3,104 tons) all took ons or more voyages for the:
Trman and ihﬁomational Stoam:;hip Compmay_'.22 The had recently
ﬁnder.gone a major overhaul during which triplé-oxp;ﬁsion, engines
were installed with @octacu‘g\ug‘o;;mgsz at more than 14 knots iwére
1diol down by the fourteen-year-old liner., The original American line
quartet were all doing well in these years and were: considered to‘
be in sufficiently good condition to be:overhauled and rojuvonatod.23
wilncGeiscom was deteymined to make the greatest impression
imagir.icable upon the steamer trade with his new liners., The vessels
were to be as nsarly unsinkable as possible~-each liner was constructed
with fifteen transversal bulkheads that ran from the keel all the way
up to the saloon deck with nm:breaks in the partitions below this
level.,. The two liners were the most perfectly subdivided trans-atlantic

, 24
liners ever bullt up to that time and put:many contemporary warships.

- to shame with thelir built-in safsty measures. The Chief Surveyor w

of Lloydts, Mr. B. Martel, was credited with haﬁing supervised every :;};;j
. . , 25 gl
part of the design and construction of the new liners. Each vessel "'1

was outfitted with two completely separate engine rooms:each of which
was capable of driving the liner at four-fifths the maximum speed of

the ship 4in the event that either set of engines. should have to be.stoppscl

22, Bonsor, "The Inman Story-—Peak & Declime, ppe 403404,

23¢ Inman f..imp, PPe 51=52. Describes all the the Amsrican Line original
quartet as carrying.both "first-class cabin” and "intermediate®
passengers with only the LORD CLIVE, among the chartered tonnage,
not carrying "Saloon Passengers.” The: OHIO was especially
mentioned as having just been refitted with new "First-class: Cabin"
accommodations during her 1887 overhaul. .

2k, Inman Iine, p. 10,

250: Inman lins, PPe: 7'80



AMERICAN:  LINE

MERICAN LINE "

NEw YORK AND SOUTHAMPTO

a

Y
j
i
i

S E e bk S e SR i AP o I o

Se S, NEW YORK
Originally built as the CITY OF NEW YORK
fob the American owned Inman Line 'in 1888, the
liner became the NEW YORK when a special act of
Congress permitted her American registry in
1892, The NEW YORK officially became an American~
flag liner of\ Washington's Birthday, February 22,. 1893, v
;
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stopped for any reason. The separation of the two engine rooms was
made possible by a longitﬁﬂinal bulkhead that in itself was unigque.
A1l of the 37 auxiliary engines in each liner were set up to work inde-
pendehtly of the main machinery just in case the main power plants might
be damaged., Finally each liner was constructed with a double hull
so that if the ship should strike anything which might open her
interior to the sea, the second skin would be there to keep the vessel
safe.z6

The first of this famous pair was christened the CITY OF NEW YORK
and launched by Lady Randolph Churchill, March 15, 1888, Her sister-
ship was christened the CITY OF PARIS and launched in October 1888,
Since the liners were constructed in a depression period along the
Clyde, they were, indeed, warmly looked upon by the local populace, Their i
passenger accommodations surpassed anything in existence and set new

27
standards of luxury. Of particular note were the magnificent, vaulted

dining rooms of both liners complete with stained glass windows and grand

organs! The vaulted ceiling of the saloon area was meant to give the j

first-élaés passengers the impression that they were in a grand
hotel or mansion instead of on a ship at sea and this effect was fully )

achieved, The two liners had accommodations for 540 first, 200 second,

and 1,000 sfeerage passengers,

The CITY OF NEW YORK took her Maiden Voyage on August 1, 1888,
and was the‘larg—est passénger liner in commission at the time, The CIIY
OF PARIS followed with her Maiden Sailing on April 3, 1889, and the

26, Inman Line, pp. 10-11. (The double-hull had been pioneered by I. K.
Brunel in the GREAT EASTERN(1860, 18,915 tons). The owners and builders
of the White Star Iiner TITANIC twenty-five years later had not thought
a double=hull necessary.)

27. See Appendix H for a detailed description of the CITY OF NEW YORK and

CITY OF PARIS published by the Line around 1898,
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two ocean greyhounds were hailed as the outstanding marine marvels |
of their day, with thelr gedss tomnage of 10,500 tons, length of 560
feet, and beam of 63 feet, The Inman and International "CITIES"
also were regarded as among the most beautiful passenger ships ever
constructed.. The CITY OF NEW YORK and CITY OF PARIS possessed the
tniqus Inman clipper~bows and long sleek black hmlls, Each was graced
with three majéstic. evenly-spaced funnels and three towering masts,
Oddly enough the builders deemed it necessary to outfit the liners
with salls and the foremast was described as sguare rigged with the
other two masts being fore and aft :z-:\.ggod.z8 It is doubtful if the
sails were evér used by these twin-screwed, Zoﬂk:not, passenger liners
and they were soon removed, Both liners carried 22 lifeboats as a v'
prominent portion of their exterior equipment and it was firmly stated
that "these will be capable of carrying all on board when the vessels
are full."zg

Majestic in their external appearance and most bsautiful within

the "CITIES" may have beeny, but whether they would capture the "Blue

Riband'.'-x;:as ‘the question, The performance of the CITY OF ROME must have

haunted Griscom as the gmaf liners he had ordered ﬁfepaﬁod for their
Maiden Voyages., His fears were probably accentuated when the CITY OF
REW YORK took 1oﬁger than expected to work the kinks out and, while

tu.m:l.’ng' in a creditable performance during her first six months, produced

no record-breaking crossings. Her sister, the CITY OF PARIS, made a
comfortable Maiden Voyage(March 3, 1889) which was eagerly watched but

which also established no ‘—new record, ‘i’ho "PARIS" left Liverpool on her

28, Inman Line, pe 11.
29, Imman Line, Pe: 1z,
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second voyags, May 1, 1889, smd after the usual stop at Queenstown
rapidly pulled away for the Irish Coast with 2,855 miles of the broad
North Atlantic before her. Five days, 23 hours, and 7 minutes later
the CITY OF PARIS arrived off Sandy Hook and steamed up the North
Rivor‘ﬁith ‘t.hé x;v'bhical "Blue ﬁibandi‘ of the Atlantic tacked to her
foremast, The Inman and vIntomationa;l Steamship Company was the proud
owner of the. "Fastest Paséongor Liner in the World." Clement A, Griscom
in one stroke nhad transformed the Inman Iine from a loser into a blue-
blooded winner and in the process ssat a1l his competitors to their
builders, The CITY OF PARIS!s time for the crossing was two hours,
forty-eightAminuf.‘es faster than the Cunarder ETRURIA*s (1885, 7,718 tons)
record passage over a courm of similar leng‘hh..’ The ;PARIS" had maine
tained an average speed for the crossing of 19.95 Kot smman outstanding |
performance! "Later in the same month the CITY OF PARIS arrived at l;
Queenstown a.f.‘tor a voyage of 5 days, ;22 hrs.,'iO min. and thoriby completed ;
the "doublo."Bo Now the Inman and International could proclaim to all /

the world that they had the "Fastest Liner on the Atlantic,"
The winning of the "Hlue Riband" must have given immense satis- i

faction to Clement A. Gr:i.'scom, but his elation surely must have been
tempered by the deterioration of relations between the Inman and Interna-
tional Steamship Company and the British Government,. While the CITY OF
NEW YORK and the CITY OF PARIS were nearing completion, the American
maritime historian, Winthrop L. Marvin writes: |

the mail contract of the British Governmemt:with the

Irman, Cunard and White Star lines expired, One day

the American owners of the Inman line were astounded

to receive a curt notification from the British Post

Office Department that the government had been con-

sidering the matter, and had concluded that three
mail lines from Breat Britain to the United States

30, Bonsor, "Inman Story=-Peak and Decline,” p,. 406.
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wers not necessary--that two were enough~—and that

the ces of the Inman Iine would be dispensed

with,: : .

That was the official explanatiém, but Marvin goes on to say
that "the Inman managers twere afterward told unofficially that the
English go{rommont did not feel that a company ouned entirely by
American capital should receive mail pay from the British Govermnen.t..""32
Hance ther Cunard and White Star interests had combined in an ondoavor-
fo strangle their rojxivenatcd competitor by cutting off the British
mail subsidy. The tactics did not succeed.
The value of the many safety features incorporated in the

two Inman record-breakers was spon to be shown. "On March 25, 1890,
the CITY OF PARIS was nearing the Irish Coast at full speed when the
starbc;érd préi:éilor shaft fracturo&, causing kthe engine to race and
within seconds to disintegrate, flying fragments: pierced the bulkhead
and, the sea connections having been damaged, both engine-rooms were
flooded. By a miracle no one was injured"”as the jagged chunks of
machinery Eapablo of piercing a steel bulkhead flew through the engine
rooms.. The CITY OF PARIS coasted to a stop, her engine rooms filling
with water, When the liner lay deid. with the waves lapping against her
sides, a boat was put out from the ship which encountered the White:
Star liner ADRIATIC(1872, 3,888 tons)e The ADRIATIC stood by ths
stricken CITI.OFPA.RIS, which at mo. iime»was‘jn.n'd:r‘x).' danger of sinking
until a freighter, the ALDERSGATE, stoamed up and towed the Inmsn liner
to Queenstoun, Tlioro:.,.wis‘sdmo ééventy-fivo Test of sea water in the:
two engine rooms‘ when the CITY OF PERIS reached port and shs was to be

31, Winthrop L. Marvin, mw MERCHANT MARINE, N.Y., 1902, p. 419.
32,. The private explanation was revealed in the testimony of Clement A,

Griscom, President of the International Navigation Company, before

the Senate Commerce Committee when the Line sought American aid.

(56th Congress, lst. Session, Senate Documont 149¢ according to Marvin)

33. ansor. "The " Story—Peak & Decline,” p. 407.
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S, S, CHESTER

The Inman Line CITY OF CHESTER became
the American Iine Chester in 1893 after the
transfer of the CITY OF NEW YORK and the
CITY OF PARIS to American registry, The
CHESTER retained her British registry but had
 her name shortened to bring it into line with
the other vessels in the fleet,

Statisticss 4,566 tons; 445 feet in length;
b4 feet in breadth, Bulltwl873, Capable of 14

 knot crossings,

FPhotograph courtesy of Mr, HaR.P. Bonser
and 18 a copy of an cr:lginul taken by Mr, Bonsor's
father,
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out of commission undergoing repairs for over a year. It had
been thought theka four-ship-fleet would be adequate to maintaim
& weekly sailing schedule with the addition of the two new liners..
However, the accident to the CITY OF PARIS brought the aging CITY
OF CHESTER back into service for méth‘r'y.ars with occasional
sailings by the CITY OF RICHMOND which was finally sold in 1891,

The . Inman vmﬁo.;;du:l:n(lzits;iorty-thrut years:history(1850-1893)
suffered a number of marine disasters, The ninth and ﬁﬁal loss of
an Inman ship took place om July 1, 1892, when the CITY OF CHICAGO
went ashore in dense fog near the Old Head of Kinsale and became a
total loss.. There wers no casmties,v but once again the old CITY
OF CHESTER took a place in the sailing schedule as she was. the reserve
ship—ima very active reserve capacity. The necessity for a fifth
ship meant that the American ILine liners were considered as available
for Inman sailings,. This is the situation that found the fourth of
the Amsrican Lino,quai-tot, the ILLINOIS, taking an Inman sailing in
September 189.;2. vihich meant that a.t ons time or anoﬁher all of the
original guartet had done Inmen sailings..35

While the primary a.ctivity of the American Line between 1886.1892
may seem to have been to keep a reserve fleet in“ operation for the
Inman Bervice, this is not the whole story. The original quartet of
&norica.n liners often substituted for Inman sl;xips as has been shown, but
at the same time a substantial flest of British chartered tonnage maine
tained the Liverpool=Philadelphia service of the American Steamship Company.
The Sociéténl\nonymo de Navigation Belgo-Am‘ricaind was also most active,
Bctwoen 16881-1889 the Red Star I.iné"s. New York service steadily expanded,.

34, Bonsor, "Thie Inman Story--Peak and Decline," p. 407.
35,. Bonsor, "The imman Story--Peak and Decline," pp. 407-408,
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An average of 25,000 steerage passengers per year were landed in
New York and there was a slow but relatively steady increase in the
better paying classes from 1,500 to 4,000 passengers per year.36
The Philadelphia figures greatly exceeded these with a tatal of over
40,000 in 1882 al.'l.one.k37 The Red Star.]’.dno was able to order a much
bigger vessel than ever before in 188é. The FRIESLAND, built by
Thomsonts on the Clyde shortly after the In.man ';CITIES“, was the only
Red Sta.r liner to be constructed with a clip ser bow. The new liner
entered service late.in 1889 with passenger accomnodations for 226
first, 102 second, and 600 steerage class passengers, Rumors of the
sale of the VADERLAND and the ZEELAND had been making the rounds for
at least seven ﬂyo;.rs ‘before the construction of the FRIESLAND finally
brought their sale in 1889, The Red Star passenger totals céntinuod to
rise and during the year 1891'roa.ched over 41,000 for the port of New:
York, Hence, the Sociétd Anonyme de Navigation Belge-Américaine(Red
Star Line) was clearly prospering and carrying ifs,woight in the
Griscém_ ﬁztemational Navigation Company combine..

The CITY OF PARIS re-entered the Inman Line service. in May of
1891 just'iﬁ time to'holp the CITY OF NEW YORK meet the challenge of
the White Rtar ILinets TEUTONIC and MAJESTIC. Thess four liners were
the most evily m{;che& pairs of rivals‘olvif'to cémpots for the trans-
atlantic "Blue Riband.” Average crossing times were nearly the same
and recorcAl‘ passages woi‘e lowered in time by only minutes as the four
liners sought to obtain the coveted title for their owners., The
competition was strenuous and the White Star Line was a subsidised
concern. which could better stand the gruolingnpaco in the long run,.
36, Bonsor, "Red Star of the Western Ocean," Sea Brcezes. Vol. 24, p. 29,

37. See also, page 48, . ...
38. Bonsor, "THs Tiisai Story—-P&k & Doclino. Pe 1107.
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ED STAR LINE

SS.FRIESLAND | 4ppROACHING FLUSHING |

ON THE WAY TO ANTWERP.

Se $¢ FRIESLAND

The Intermatlonal Navigation Company ordered
this greatly improved addtion to their fleet in 1888,
The FRIESLAND was delivered by Thomson in 1889 and
was inlitally employed in the Red Star line!s Antwerp=
New York service where she fully Justified her

" construction,

' Statisticss 7,116 tonsy 437 feet in length; -
51 feet in breadth, Capable of 15 knot crossings.

. .. The only Red Star liner with a olipper~bow,
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Clement A. Griscom was fully aware of this fact gnd, therefore,
redoubled his sfforts to obtain American recognition for his Line:
of firsteclass steamers,. Congroés was pressured to change the
government policy on Federal shipping subsidies and to alter the
rigidity of the Amsrican ship reglistration laws, The reviving American
interest in navies and maritime affairs generally ﬁdﬁ this campaign,
although it was slow to pick up sbean, Nevertheless, Clement A, Griscom
and his associates pushed the issue as foreefully and judidiously as
possible, for Griscom, in particular, must have felt that the entire
survival of his mmlti-faceted maritime empire hung upon the need for =i
Uhited States support. The development of the American attitude towards
mail subsidies between 1861 and 1891, which affected the Congressional
reaction to this campaign, is the next part of this story of the revival

of the American Merchant Marine,



Chapter IV,
Decline and Subsidies
A survey of the status of the American Merchant Marine and
of the Thited States government's attitude towards Federal subsidies
is necessary if the developmenté in connection with the American Line
are to be properly understood and to be placed in their proper perspec-
tive, The Civil War played havoc with the American Merchant Marine,
The Confederate States employed a total of nineteen armed merchant
cruisers which captured some two hundred and fifty-seven merchantmen.l
Most of the ships captured were relatively slow and helpless sailing
vessels which could not escape the largely steamwpowered Confederate
raiders, "The loss of these &hips, howsver, was the smallest part
of the injury suffered., The possibility of capture deprived American
ships of the opportunity to obtain cargoes, and led to the cessation
of building in American shipyards. It led many owners to transfer
their vessels to foreign flags.”lIt éhnnged the currents of commerce."2
Evidence of the drastic decline in the American Merchant Marine caused
by the Civil War can be gleaned from the records of American and
foreign vessels entered and cleared in the foreign trade of the United
States for the fiscal years 1860 and 1865. In 1860 some 12,087,209
tons of American shipping carrying 71% of all American imports and
exports sailed to or from American ports, These figures represented a
twenty-eight year high for the American Merchant M’arine.3 By 1865
the tale was strikingly different., In the fimsl year of the war
only 5,968,695 tons of American ship?ing salled to or from American
ports carrying 4¥7% of the import-export trade; a decline of 24% and
1, John R. Spears,'THE STORY OF THE AMERICAN MERCHANT MARINE, New York,
1910, p. 293. ..

2. Spears, pe 293.
3. Hans Keiler, AMERICAN SHIPPING: ITS HISTORY AND ECONOMIC CONDITIONS.

Jena, 1913, p.l05..
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4
over six million tons in the American carrying trade.

Peace did not improve the condition of the American Merchant
Marine, During the cours of the war foreign-flag lines had een-
sistently worked to improve their positions. The situation had
deteriorated so greatly that "there was mot one Amsrican steamship
regularly employed in 1865 between our ports and Europe, Africa, er
As:i.a.,"E The soaring insurance rates caused by the war came down
slowly and merchants who had been afraid to risk their wares in American
ships continued to use those of other nations. dJust besause the
American war had ended was no reason te intorrupt; shipping arrangements
of five years standing in order to fill American bottoms., Beslides this
"the registered tonnage of the ships engaged in the foroigr{ trade of the

Thited States had dropped to 1,387,756, (tons) a loss when compared with

1861, of 1,109,138 tons...ths greater p;r:t. of the losg....diroctl,y
attributed to the operation of Confederate cruisers."” Combined with

the losses resulting from the Confederate cruisers hd been the
7
®*impressment of 400 vessels for wartime service," and the fact that

inmzra.hce rates on American cargoes and ships had soared. Thus fewer
ships were now available to continue the necessary commercial services

and the insurance costs on those sailing were prohibitive. }h:i:

Y-

As if the disastrous affects of the war on American shipplng were
not enough, the Federal Government persisted in its policy ef refusing
to ask Congress. for any kind of a: subsidy for the beleaguered and vital
industry. The financial ghosts of the ill-fated Collins Line which had

k. Keiler, p. 105..

5¢ Winthrop L, Marvin, THE AMERICAN MERCHANT MARINE, New York, 1902., pe. 342,

6. Keiler, pe 76e. e

7+ Walter R. Herrick, .Ir., THE AMERICAN NAVAL REVOLUTION". 1890-1898, Winter
Park, Florida, 1965, .pe 13.(Unpublished manuscript doctoral disserta-
tion, the University of Virginia, Charlottesville, Virginia,)
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failed im 1858, continued to haunt the Washington political scene
and to exert undue influence, From 1858 to 1866 the UThited States
Government even refused to give pmy subsldy for the ocean madl services,
American lines had the small and most inadequate consolation of receiving
both the sea and inland postage; but this was by no means enough en-
couragement to warrant the tremendous investment necessary for the
estahlishment of a firsteclass trans-atlantic mail line,

Ons small light on the horisim of government aid occurred in
1864 when a "bill was introduced, authorizing the payment by the United

States of $150.000 per annum for a monthly steamship service between

, , ) 8
condition that Brazil pay $100,000(a year)for the service.” The

American bala.nc-o of paymonfs with ﬁrazil ;fas oveMom' in the Brazilian
favor and the United States had a golden opportunity to compete with the
United Kingdom for the Brakilian trade in industrial products if a
rogular‘ steamsghip line could be ostablishod.9 The moasﬁ.ro was passed
by Congress and on August 29, 1865, a contract was let to the United
States and Brazi].:’.&ﬁoamship Company with terms invelving a monthly service
between New York and Rio devJanciro..lo

A second glimmer of hope for the North Atlantic steamship trade
occurred when the Pacific Mail Steamship Comfmny received a subsidy for
a service from the West Coast to the Far East via Hawaii, The authorizing
bill became law on February 18, 1865, ‘and the contracts were swarded in ,

1866, although it was soon divided into two routeswons to the Far East

8+. Royal Meeker, HISTORY OF SHIPPING SUBSIDIES, Columbia University, 1905,

9 n;,kir; 3?. 157158, American imports from Brazil were running $20,000,000,
vhereas American exports to Brazil were only $6,000,000, The United
.Kingdom possessed a Brggilian trade worth $28,000,000 per year,

10.. Meeker, p, 158, The Line was to continue in operation for ten years amd to
cost the two.governments $2,500,000,
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and the other to Hawail, The Pacific services were to continue for
five.years and will be discussed laterin connection with their ronewals.ll
Certain other measures of Congress passed shortly after the
Brazilian and Far Eastern mail subsidy bills were te affect the American
Merchant Marine disastrously. As.a part of the post~Civil War "vendetta®
an Actc of Congress passed Fobrﬁary 10, 1886, refussd American registry
to any American~-built vessel which had been placed under a flag of
convenimnce during the war, This was narrow mindedness of the worst
order and decisively retarded restoration of the American Merchant Marine,
Ho ship was allowed American registry if it had been constructed abroad
to begin with, but with this ill-conceived piece of legislation any
Amsrican-flag vessel which had temporarily sought the protection of a
foroign flag during fho course of the war was arbitrarily refused per-
mission to become an American vessel again and hundreds of perfectily
sound American ships were alienated from the American flag foreverl v
Becauss of this act the only means of roploniéhing the American Merchant
Harinn was through the buildor"s- yards which were at best inadequate
to the task even if disgruntlod owners had been willing to enter upon
& massive rebuilding program, The expenses involved in the construction
of a ship in any Americamn yard wers increased over the usual high costs v
by continuing texation at Civil War rates. A basic tax of two per cent 1
on the hulls of vessels combined with a five per cent tax on marine engines ?
and numerous Internal Revenue taxes on items going into the construction
of a vessel served to make ships excessively expensive preclisely at the

‘ L
time when cheap vessels were desperately nseded,

11, See pf.‘?b-ﬂ.

12, Keiler, ps 78 (U,S. SPatutes at large, Vol. XIV, p. 3e.)

13, Keiler, pp. 78=79. (Taxes remained in effect until March 31, 1868).

1k, Marvin, pe H2. Products going into the construction of ships: which
were taxed weres domestic iron; steel; copper; lead; spars; sails;
paints; cordage.
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On top of all the other factors contributing to the decline
of the American Merchant Marine after the Civil War was.the opening
of the Western half of the United States. for devalopment and trade.
The rise of manufacturing in the East and the relentless westward push
of the trans~continental railroads after 1865 drained away vast amounts
of capital which otherwise might have been invested in ships, It
was poor business to invest kapiBil-in a steamship line with a two to
five per cent return when you could ebtain ten per cent out of sound
railroad or mining shares,

A revolution in-ocean transportation was also taking place, By
the end of the Civil War the deep sea ocean carrying trade which had
been dominated for over two milleniums by wind and sail was in the
process of acquiring a new master, The graceful, poetic majesty of the
great American clipper ships providoci the brilliant culmination of the
sailing ship era as the vessel of intomational‘ comnerce, Every time
& new smoke smudge w;s 'sightod on the horizon from the towering yardarms
of a great clipper shlip the age of the sailing ship was that much closer
to its end, The British realized this fact; the Americans did not,.
-The change from sail to steam and then from wood to iron and steel
i'obbed the American ship builder and ship owner of their preeminence
o the world economic scens., The vast American forests meant little
and the Continent¥s iron and steel works everything in the new age

of steam,

Finally on July 27, 1868, President Andrew Johnson approved a
measui-o granting ‘t.ho Commercial Navigatiori Compa.ziy of New York a monopoly

of the American trans~atlantic mail service for fifteen years(1868.1883).
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The terms of the Act provided that the mails should be carried on a

ﬁeekly' or semi-we&kly basis to Queenstown, Southampton, and Bremen,

The Line was to construct seven iron vessels in the Uhited States

and was to receive the inddud and sea postags up to $400,000 and, there-

after, another $160,000 wetth of sea postage per annﬁm. But the Commercisl

Navigation Comp;.ny never got started. The Post-Mastor Geimral.

Alexandsr W. Randall, refused to let a é:ontract which would reduce the

mail sailings from four a week to two, Mr, Randall, instead, offered the

Company "a contract to carry the mails four times a week at the pre-

scribed fate. but it was not ta.ken.“15 This was a sensible move on the

part of the backers.of the proposed Lino for $560,000 was nowhere nsarly

an adeguate subsidy for so domanding"a sorvic‘o which would have

required a fleet of around thirty liners instead of ths. proposed seven,
The late 1860%s produced a full scale Congressional investigation

of thé American Mefchant Marine by the House Commerce Committee, The

Lyhch Committee~—so named for its chairhm an ambitious, young repfe.son‘bative

from Maine—made an elaborate report to the House in February 1870

urging (1)that shipbuilding materials and ship supplies be admitted

duty fr;e; and (2)that a subsidy or bounty be granted to American ships:

engaged in .‘mtofnétioml trade..lé‘ Moch acrimonious debate followed in ths

nationt's press and in Congress with no action being taken, Ths state

of the American Merchant Marine in 1875 was worse than that of 1865, and

there were several reasons for the continuing decline, The effect of the

Depression of 1873 was reflscted, for example, in the maritime statistics

which showed 1875 had been the worst year in the history of the United

15.’. M’.k.r-. Pe 16’4" i
16, Marvin, p. 343.
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States for the American Merchant Marine., American vessels carried
only 26.1 per cent of the import-export trade, less than half the figure
for 1861( 65.2 per cent), Contributing to the postewar decline had
been a d‘cision by the é‘ritish insuramce compny, Llpydds of London, not
to classify and regis‘ho;r fforeign wooden ships for mor; thahﬁ one yu.r."lY
Ysarly imspections of American vessels were expensive.and a ssvers
nuisance for American ownerse The opening of the Suez Canal which
shortensd the distance from Eurbpo to the Far East also greatly benefited
steamships, in general, and particularly the jaegz Pendnsular &
Oriental Steamship Idne, The great voyage around Africa to the Far East
was no longer profiﬁablc for the huge Amsrican sailing fleet.

In 1872 the Pacific Mail Steamship Company subsidy came.
before Congress for renewal., At this time the Line offered to
institute another monthly sailing to China and ;Iapan if the govermment
would increase the subsidy by $500,000, The anﬁi-subsidy forces in
Congress fought the measure th;oughout a iong and bitter debate, and,
in the end, only the personal prestiege of President Grant sscured the
passage of the bill, The authorization of the contract was passed by
Congress on June 1, 1872, with the greatest difficulty and the
President soén thereafter signed the measure into law, Matters flowed
snoothly for about a year after the new Pacific Mail conirget was:
awarded and then suddenly exploded. In 1874 information was obtained
by the anti-subsidy forces and prosent;od to Congress conclusively proving
that bribery on a grand scale had taken place to secure the passagse
of the b:ﬂl.-l B.Iho new contract was immediately cancelled by the Post Master
17. Marvin, p. 351

18, Meeker, pp. 160-161, (House Documents: 42nd,Congress, 2nd. Sess., No. 598;
Misc. Docs., No. 7% and 255; 43rd, Congress, 1st. Sess., Ne. 268,)
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General because of the scandal and becauss of the fact that the
Line had not lived up to the terms of the agreement., The Pacific Mail
scandal couitd not have come at a more inappropriate time for the
American Steamship Company as in 1875 the Line was to have a fully
operational trans-atlantic service and would have been in a poiition
to @ push for a subsidy of its own, In the wake of the Pacific Mail
scandal it was not politically sensible to launch a drive for an
Atlantic subsidy; and no one was more awars of this fact than Thomas
A, Scott, President and veteran political "wheeler-dealer® of the
Pennsylvania Railroad, The matter was. d.roppod without fui'thor thought,
In Britain the 1870's saw a debate amongkt politicians regarding
the relative merits of a fixed subsidy policy(the British method)
versus a pollicy of payment according to the weight of the mails carried
(the American method), The British proponents of the American method
éﬁppliod the Amorica.r; anti-subsidy bloc with renewsd justificatlion for
their position as the principal argument was that the American system
was far more economical than the British, This was true, but it failed
to consider the values of the sorﬁcos demahdod under the two policios.19
The effect eof the American "no-fixed-subsidy" policy on the American
St.oa.mship Company, for insté.noo, was that when more vessels were needed
for the service they were constructed im Britain and operated under
charter, There was no incentive for the Pernsylvania Railroad Company
and the Philadolphia backers of the American Line to invest any more

cggital in the more expensive to build and Opei-ato American tonnagee

The amount pald to American~flag vessels for carrying the ocean

19, Ths: United Kimgdom had at least three superb, first-class steamship
lines on the Nerth Atlantic alone(Cimard Steam~Ship Company, Oceanic
Steam Navigation Company(White-Star Line), and the Ihman Steamship
Cempany), whereas the United States of America had not ons!
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mails slid "from 5750,295 in 1874 to $40,152 in 1878, and to
$38,779 in 1880." ° Between 1878 and 1890 fireign lines carried
fho vast majoritj of the Amsrican mails and received much more money froam
the United States Gevermnment than did American linns-.zl’mo only piece
of beneficial shipping legislation from 1875 to 1890 was an insige
nificant Act of June 16, 1884, permitting the withdrawal of suppliss.
for commsrcial vessels from bonded warehouses without paying the
duties, The McKinley Tariff Act of 1890 at last made a major step for-
ward by "allowihg the froe iﬁportation of plates, beams, a.ng,lis, etc,,
for iron and steel vossols"zz:l;n international trade, During the latter
half of the 1880's a continuous barrage of pro-subsidy propaganda was:
aimed at the American Congress aml;.:p.hpim. Mr. Charles H. Cramp of T‘f
the Cramp shipbuilding family was particularly active and outspoken ;
in this campaign, His personal fcrusade® for aid to the American
Merchant Marine was: to arouse considerable public rosponsfaw '

By the latter half of ikelyear 1890'the atmosphere was deemed
favorable for the presentation of shippiﬁg subsidy bills to Congress,
The situation of the Amefican-owned Inman and International Steamship
Company served as an excellent reasoiz for the passago of an American
subsidy bill at that mn..z4 Testimony before the Senate Commerce
Committee of the handsome, whitorhairod and greatly respected Clement
A, Griscom, President of the International Navigation Company, concerning
the maltreatment Lhhc American owners had received at the hands of the
British Gov;oz-nmont when their meil contract had been arbitrarily cancelled,
20, Marvin, p. 391.
21, Payments to American liners: (1878) $40,152; (1880) $380779.

Payments to foreign liners: (1878) $159,827; (1880) $161,030.

22, Marvin, p. 382,
23, Augustus C, Buell, THE. MEI'DIRS OF CHARIES E, CM. Philadolphia 1906,
any chapter in this benevolent survey of a most interesting man

" will sypport this statement..
2l See pagq‘gg-éﬁ.
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clearly stirred the sympathles of an already favorably inclined
Congress, Two distinet measures were being contemplated, ene concerned
with ocean mail steamers and the other with freighters and salling
25
ships., The devalopment of the resuliing mail subsidy bill was of
ovomiulhing significaneein the history of the Inman and Internatiomal
Steamship Company, the International Navigation.‘ Company and the Amsrican
Steamship Companys '
Senator William P, Frye of Maine was the chief architect of
beth shipping billss: The Senator had previously undertaken a detailed
study of the state o:t“r.ho American Merchant Marine and of the funda-
mental costs of maritime oporationss. He; thereiore, was well versed
on the condition and economics of the maritime industry. The goals
of the Maii Subsidy Bill(as the measure was dubbed)were:
first, to secure fog'(ﬂ.ar and quicker(mail _s;rvicos)
to countries now reached, Second, teo make new and
direct commercial exchanges with countries not now
reached, Third, to develop new and enlarge old mar-
kets in the interest of producers and consumerssy
under the reciprocity treaties completed and under
consideration, Fourth, to assist the promotion
of a powerful naval reserve, Fifth, Eg establish a
training school for American seamen, ™
The various amounts stated in the bill for subsidies to the shipping
industry were authoritative and the Senate accepted them without
question, The House of Representatives was of a different mind and, also,
was in frantic haste to adjourn, Thus, when an amendment was put forth
on the floor to slash the proposed subsidy by ons~third for the firste
class liners, it was passed to the displeasure of ihe bill's backers,
The amended bill was immediately passed., So was enacted the first
25, In this statement®freighters® means metal-hulled cargo carrying
vessels and is not meant.to indicate that sailing ships were

not usually cargo carriers in their own right.
26, Meeker, p. 167. (5lst. Congress, 2nd.Sess., H.R.# 3273.)




significant plece of legislation designed to aid the American Merchant
Marine in thirty-two years. The provisions of the act are of the
greatest lmportance. To bogin with the Post Master General was.
authorized to make contracts with American citizens for the carrying
of the trans-atlantic mails for periods of five to tem years.

Proposals must be invited by public advertisement
three months before the letting of the contract,
Jeossels . mist be Awsriten buili, ocunedsend.effitered,
The crew of a mail steamer must be at least one-fourth
Amorican for the first two years, one-thi or the
next three years, and one-half thereafter,

Since it was not reasonable to lay down the same set of
requirements and subsidies for all vessels four classes of mail
steamers based on tonnage and speed were established., First class
steamers had to be of at least 8,000 toms and be capabl; of maintaining
a speed of ‘a.rc:mnd 20 lmots, Second class liners had Wlkedf at least
5,000 tons and be capable of maintaining a speed of 16 kmots, while
third class steamers had to be of at least 2,500 tons with a crulsing

speed of 14 knots and feurth-class steamers had to bs of at least "“;]]j[
1,500 tons with a cruising speed of 12 knots, All ships in the first
three categories had to be constructed of either steel or irom while

the fourth class steamers could be of iron, steel, or woéd. Since B

it was intended that the liners could serve as armed merchant cruisers

or trnépships in event of war, the steamers in the first three classes
were required to be constructed under th§ superintendence of the Navy
Department, The reward forthcoming to the ewmers of vessels qualifiying
for the varioﬁs classes was fixed at a maximm of four dollars per mile
for a first class steamer, two dollars per mile for a second class
steamer and one dollar a mile for a third class steamer, Fourth class
27, Marvim, ppe 166-167. “



steamers were to receive a compensation uhich must have given some
accountants headaches as it was set at sixty-six and two-thirds cents
per mile, All compemsation or subsidy was to be paid em hnh the .outward
anftinof $hé homeward pagsgges of each voyage with a restriction of
no more than $12,000 per voyage for those liners serving between the
United States and the United Kingdonoza

The Postal Ald Act—which was the camouflage name under which the
measure had been finally passede did mot result in a flood of offers
to begin a first-class line of mail steamers on the North Atlantic, Im
fact not a single offer was forthcoming since a subsidy of enly $12,000
per voyage was far from swfficient inducement to invest millions: in a
fleet of expensive ocean greyhounds. The offer could only look
attractive to an already established lino in need of a subsidy, but
there was no such commercial endeavor flying the American flag. There was,
however, the American-owned-and-operated Inman and International Steamship
Company that had been denied a British subsidy and was ready, willing
and able to undertake a trans-atlantic service under the American mail
contract terms, The result was an appeal to Congress by the Inman emmers;,
as reprosentod by‘ Clement A, Griscom, explaining how they had been
treated by the British government and requesting that the Inman Line be
allowsd to register its new CITY OF NEW YORK a#id CITY OF PARIS in the
United States, on condition that two similar vessels be built by the

29
Inman and International Iins in American shipyards. Congress did not

have to hesitate over this offer for long for several reasons, It did
not appear as though a trans-atlantic service would ever be taken up by
an American concern, The Inman and International Iine was almost wholely

28, Marvin, p. 417.
29, Marvin, p. 419..



American owned and managed, The establishment of the Inman and
International Line as an American—ﬂag cencor?x&glstor-'m:-im pride

and be a slap at the British, Finally, the offer to build two sisterships
of the brand new and already famows CITY OF NEW YORK and GITY OF PARIS

in American yards would be a great stimilus to the American shipbuilding
industry. It is not surpkising, therefore; that on May 10, 1892,
Congress ap;brovod a measure giving American registry to the CITY OF NEW
YORK and the CITY OF PARIS, and thereby paving the way for the return

of the Amerdcan flag in a spectacular manner to the Atlantic at the
foremast of the finest fleet of first-class passenger liners in existence.
The long, hard struggle of Clement A. Griscom and his associates te
re-establish an outstanding American-flag line on the North Atlantic had
begun when the 3000-ton PENNSYLVANIA backed out into the gmoothly flowing
Delaware River, May 23, 1873, and reached ita appropriate culmination
with the President of the United States, Banjamin Harrison, ralsing the
"Stars and Stripes” on the flagship of the rejuvenated American Line, the
10,800-ton S.S. NEW YORK, February 22, 1892, in New York Harbor, The
majestic NEW YORK at the time held the titles ef the "Largest Liner in
the World” and was oms of the select "Elue Riband Liners of the Atlantic,®

the swift;st ocean greyhounds in the world,




Chapter V
THE AMERICAN. LINE 1893

The passage of the Act of May 10, 1892, heralded a new age
in American maritime history. Clement A, Griscom at last possessed
what he had been strivimg for twenty years to achisvewa first-class,
American~flag passenger line on the Atlantic, Contracts were issued
in September 1892 for two liners. supposedly to replace the aging CITY
OF CHESTER and CITY OF BERLIN, but in reality to rejuvenate the Americam
Steamship Company's original Liverpool-Philadelphia service. All of the.
services-of the gimt Intornai'.ional Navigation Company were ﬁo be: reviszed
and updated, and this was only the beginning., The 8,607-ton SOUTHWARK
and the 8,669-ton KENSINGTON went into service in the latter part of
1893 and were far éupofiof in quality to anything previocusly operated
by the American Steamship Company on the Philadelphia-lLiverpool route,
The SOUTHWARK and KENSINGTON were over twice as large as the vessels they
foplacod; but since they were built in British yards they, therefore,
could not fly the American flag. The SOUTHWARK was a proeduet of Demny
of Dumbarton and the KENSINGTON came from the yards of Thomson on the
Clyvio, the builciors of the rﬁcord-broaking CITIES.' Two aspects of
these liners made them different from any pi;oﬁéus Inman liners, Named
for two suburbs of Philadelphia, they did not bear the Inman prefix
CITY OF=w{ and they were.constructed with streight bows rather than
th;.cl#ési; Inman clippsr-bow, Thus these ships. were to be in 1ine.
with the n-w'i'mage of the Inman and International Navigation Company
under its new name, the mmnr.m.

The formal shifting of the CITY OF NEW YORK to American registry
and the official establishment of the new American Line marked s
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occasion of great public note, 4s the Lihe later reported:
The railsing of the American flag ever the naturalised
NEW YORK, which occurred on Washingtont!s Birthday, 1893,
WaBeeoof mational importances Patriotic citizens by
the thousands thronged the sea-wall at the Battery to
see President Harrison fling *0ld Glory! to. the: breeze
while the Naval Reserve presented arms and cannons:

thwidered forth the nation!s salute from the decks of
the cruii:r CHICAGO and from the batteries of Castle.

Williag.

President Harrison's remarks om the occasion were to the.
point: "I have felt," he said, "both as a citizen and as President,
the mortification that every American must feel that examines into the
standing of the United States in the merchant marine of the world, I
beldave that we have reached an epoch in our development when we: '
may successfully recover our fair share in the carrying trade of the
world, We 1lift the flag to-~day over one shipeea magnificant specimen
of naval architediure-—ene of the best afloat on any ssa, That event
1s interesting in itsoif'. but its interest to me in in the fact that the
ship is the type and precursor of many others that are to float this
flage "2 With typical Victorian sentiment the American flag was
hoisted over the PARIS upon her first New York arrival for the American
Line by a "fair young girl." Thus, both the CITY OF NEW YORK and the
éITI OF PAI}IS entered Amoricaﬁ registry. Tho"CITY, OF -t p:fofix was
drdpped from the names of all the American Iine ships: The CITY OF NEW
YORK and the CITY OF PRRIS becoming the NEW YORK and PARIS; the CITY. OF
BERLIN and CITY OF CHESTER becoming simply the BERLIN. and the CHESTER.

" The American Line ﬁxmagomont undertook a mé.joi"altoration in the

R o Snk 1008, Bt (3.5

1. Daternatenal Kavigutiin Coupeny’
2 sidisial Mavigatiom Conpany, Rede(BP. -
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Line*s European terminal. The new American Line moved its heade
quar.t:.ors south from Livorpoél and the Morsoyﬂ to. Southampton and the
Channel, They were the first trans-atlantic line of any ﬁnpor£anct to
do so. The London Times feéi September 1, 1892, carried an sihisle
to the effect that the International Navigation Company had "just
submitted to the American Govermment their proposal for the conveyance
of mails from New York to Southampton,” and that the result was
"eagerly awaited by the inhabitants of Southampton who have hailed
with much satisfaction the prospect of the acquisltion of the decks of
the port by the London and South Westerm Railway."3 The United States
Post Master General accepted the tender of the International Navigation
Company for not only the Amorican Line New Yorke-Southampton ssrvice
but alse for the Red Star Line's New York-Southamptom=Cherbourg-Antwerp
mall service, Thus, Clomuit A; Griscom acquired two American mail
contracts at one blow with the respective services to begin in March
1893.

The people of Southampton gave the NEW YORK a warm welcome on
her finst arrival at that port in early March 1893. "As soon as thse.
BEW YORK was signaled off the Needles,; the American flag was run up over
Barga.tf and all municipal buildings, while a salute was fired from the
Battory.,"a The reasons for switching the European terminal from
Liverpool to Southampton were numerouse. (1) The American Line no longer

had the deep sentimental attachment and business connections which the

Inman Line had developed with IAwerpool over the years, (2) At Southamptom

‘l".ho to;nﬂ.nal facilities were:infinitely sasier to reach than those of

3, London T4imes; September 7, 1892, courtesy of N.R.P. Bonsor.
4, Taternational Navigation Company, u.n.(p. 6).
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Iiverpool up the twisting, often treacherous Mersey. (3) Southampton
was closer to london and closer to France., Tirains couidJlind Pass=
engers in I’.ondén within a couple hot;.rs as cohparod with the long haul
from Livori:ool and a continental feeder service could have passengers.

on their way to Paris in a short time. Conversely, continental pass-
engers need not Spcnd the better part of two or three days travelling
travelling across France; the Channel and Ehgland before they reached a
trans-atlantic liner terminal. (%) It is not improbable that Clement

A, Griscom was already planning ;n’oitonsion of the service to the German
ports, and, if this was to be done, the most direct route was undoubtedly
by the Channel, (5) Finally, with the advent of a new era in American
trans-atlantic steam mavigation it was desireable to start with a
complgtoly new image and what better way to help promote this than
through a new Europsan terminal at Southampton, Both the PARIS and

NEW YORK holpod improve the new Jimage by ostablishing record érossings,
fram Sewthamptom te Maw York in July and September 1893 respectively.
Their crossing times of 6 days, 9 hours, 36 minutes(July 15-22), and

6 days, 7 hours; 1% minutes(September 9316) were spectacular, but the.
new Cunarders: CAMPANIA and LUCANIA were do:i.’ng slightly better on the
Liverpool-New York réﬁtof ‘ |

| A major reorganization of the American helding company for the
Anerican Iine, the Société Anonyme de Navigation Belge-Anericaine(Red
Star Iine), and the American Steamship Compaxy (American Line) now
sccurred. On June 6, 1893, the International Navigation Company of
Philadelphia, t;ho parent concorn; closed its books to be. succeeded immediately

5. W.RsPy¢,Bonsor, NORTH A y SEAWAY , Prescott, Lancashire, England,
1955(Supplement added 1960), pe 310.
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by a new concern of the same name incorporated in the state of

Naw Jersey. The new Internatiocnal Navigatlion Company ef New Jerssy
was given title to all the Anerican-flag tonnage of the cambined
lines, and a ILiverpool subsidiary, the International Navigation
Company I.dmit;d. was established on Jnljr 13, 1893, to hold title to
the BERLIN snd CHESTER which continued to fly the British-flag. The.
gonozra.lm foorgmi.za‘l:.:.i.on‘ of the three shipping compahios. did not affect
the Red Star Iine's ships or schedules at first, but it did result in
all the liners of the combined operations adopting the distinctive

and famous Inman fimmel colorse-black with a white band, The dis-
appearance c;f thok strikingly colored American Steamship Company funnel.
with its red stack, black top, and goid band with a gold keystone in the
center, was regrettable; but by adopting the more widely known Inman
colors, a degree of unity was created in the International Naviéation
Company!s diversified fleet. HNeedless to sa.y; Clement A. Griscom, by
then recognized a.s. the foremest American maritime genius of his day,
was electedto the Presidency of the new concern,

The old American Iine's OHIQ and INDIANA, now averaging the ripe
old a.éo of twenty years, n;intiimd the PhiladelphiasIiverpool service
with miscellaneous chartered tormage until the new SOUTHWARK and
KENSINGTON. took their Maiden Voyages, December 27, 1893, and June 27, 189%.
;fho Phﬂadolphia-moonﬁtom-mvorpool éorvico was maintained By the OHIO
INDIANA, LORD GOUGH, LORD CLIVE, BRITISH PRINCE, BRITISH PRINCESS,
SOUTHWARK and KENSINGTON 3:1893-189% with the BRITISH PRINCE, BRITISH
PRINCESS, IORD CLIVE and LOED GOUGH bowing out after the Maiden Voyages
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of the SOUTHWARK and KENSINGTON. The PENNSYLVANIA and ILLINOIS

along with the chartered vessel, CONEMAUGE, handled a fair portion

of the Red Star Iine's Antwerp-New York service in the emrly 1890's,
The useful service livcs of the original American Line quartet had
been extended through the imstallatidn of triple-expansion machinery.
Along with the general reorganization of the various Lines. contelled
by Clement A, Griscom there was a general diminishing ﬁm Belgian
financial participation in the Socio’t‘ Anonyme de Navigation Belge=-
Andricaine(Red Star Line),

A koy'point in {;ho ;rgumont for the admlssion of the

NEW YORK and PARIS to American registry was the proposed comstruction
of two similar l‘inors in American yards., When Congress approved the
trandfer of the liners to American registry, May 10, 1892, Clement A.
Griscom took immediate action to comvert this promise into reality.
Contracts for the construction of two new ocean greyhounds.were signed
with William Cramp & Sons Ship and Engine Building Company of Phila-
delphia which had built the original quartet of the American Steamship
Company iIn 1873, and of which Company Mr. Griscom was a director, William
Cramp & Sons had a long and honored histery of soiid and depsndable ship
construction behindthem and, at the time of the new liner contacts, was:
under the mmagom;nt of Charles H, Cramp, one of the most elogquent and
foreeful maritime spokesmen of his day, The Cramp Yards were turning out
a substantial number of warships for the reborn United States Navy and
Was admirably suited to undertake the ambitious project of constructing

the first American trans-atlantic greyhounds.
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The first frames of the two liners were raised on July 27, 1893,
and wbrk proceeded rapidly on the vessels which had the yard numbers
277 and 278, It was a source of no little pride to the patriotic
Charles H. Craﬁp that the two liners were constructed from "truck to

Keelson" of American materials, and that he had been able to ignore

completely the tariff clause which permitted shipbuilders to import |
necessary construction materials without duty? The two new liners
were to be as American as Cramp could possibly nake them and Clement A, |
Griscom fully concurred,.

The great day of the launching of the first of the twin liners
came ém, a blustery November 12, 1894, The event was regarded as a
tremendous American achievement so wofthy of national recognitiom that i
the occasion was honored with the presence of the President of the i
United States, Grover Cleveland, as a special guovst of honor, Christened Hu
the ST, LOUIS and seat down the ways by the First Lady, Mrd, Clavelind;,
the new izuﬁcan 1:Ln§r was hailed "as the gr;atost‘vossol ever constructed
on this Continmt."7 Over twonty-fivo thousand people jarmed the Cramp b
Yard and the surroﬁnding Delaware River front to see this masterpiece -
.

of American naval ganius iaunchod. L

1 b

The second!limsr was christéned the SI. PAUL and launched with 1l

eyt

1i'tt1'o less fanfare six months later on Api'il‘ 10. 1895, The American

love for facts and figures was indulged to the fullest poésibio extent

as the new two ocean greyhounds were saluted as the major symbols of a

8
resurgent American Merchant Marine.

6e Charles H. Cramp, "Commercial Supremacy--and other Papers,"” Philadelphia,

189%, p.43. (Privately published collection of the Cramp essays.
7. Wintkrop L. Marvin, THE AMERICAN MERCHANT MARINE, New York, 1902, pp. h20-421,
8. See Appendices and.. for a.complete contemporary description of the

1liners reproduced from the International Navigation Company?'s book

on the American Iine activities in the Spanish-Americam War.
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TABIE V
THE AMERICAN LINE 1893

DESCRIPTIVE STATISTICS ON THE ST, LOUIS AND ST. PAUL

Length betwesn perpendiculars: | 535 feet
'I‘pngth over all 554 feet
Extrems beam 62 feet
Depth from first deck to keel flat L2 feot

bopth;of hold for tonnage amidships: 23 feet
ﬁbight of bow above water-line loaded 39 feet
mlm:b‘r of deckSeceee 5

Mumber of watertight compartments.
exclusive of ballast tankSeeeee 12

Gross register..... 10,700 tons:

Displacement (1oaded)15,600 tons

Dimensions of main d:ming saloon 109 feet
. 46 feet
Dimensions of second cabin 39 feet
56 feot
Seating capacity ef main saloon 322
Seating capacity of second cabin 208
Berthing capacity of steerage 900

8 inches
2 inches
9 inches
k inches

2 inches

4 inches by

6 inches by

Machinery= two vertical inverted quadruple expansion ;nginos
developing 18,000 te 20,000 Indicated Horse Power,

o Augustus C, Buell, THE MEMOIRS OF CHARLS H, CRAMP,

Philadolphia » 1906 . PP 3119-]-20 P




Sy S, SAINT PAUL

Second of the "Twin Cities" of the American
Iine, the 38.S. ST. PAUL was delivered to the lLine
in October 1895, The liner served the American
Line with distinction for over twenty.five years,

Statisticss 11, 629 tons: 535 feet in length;
63 feet in bredth,

'L‘ho postoard is a Tuck "O:L'I.otto"i.n t.hot company!s
colebrated ld.nor aoriu.
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New plers were constructed for the American Line in the North
River at New York to ﬁrovido a proper Amoricmtormiml for the
Anerican Line!s msw queens, In a day and age when speed was king on
the Ltlanf.ic ;.nd nearly ovory*ship ownsr was obsessed with the idea
of obtaining and holding the Bide Riband, the ST, LOUIS and the ST.

PAUL were unique, Great in size, though they wers for their day, “and

built with the idea ef regular high speed crossings, the new American
liners were constructed with the guiding purpose of making them the
safest and most dependable vessels possible, It was remored that more
than ons contemporary record breaker carried sivora.l thousand tons of
ballast deep in their holds to keep the top heavy liners on an even keel

ik

under all conditioné, There was to be none of this with the "SAINTS* and i
Cramp, who expressed horror at the very ldea, was most emphatic about LW
designing ths new American liners so that they would at all times be on W
an even keel without excessive and costly ballasting.lo The goals and h
ddeals of the rejuvenated American Line were eloquently ixprossod by the
President of.‘ the Company, Clement A, Griscom, who remarked at the (%
launching of the ST. PAUL, "the aim of the American line is not to cut
downn the ocean ro'cérd' byr oné hour, but rather to produce é&teamers that w
should be trustworthy and comfertidble in all winds and weathers, departing "
and arriving on schodulo.:'['l

Clement A, Griscom hé.d worked and planned for over twenty years

to establish a line of steamships on the Atlantic second toc none and

worthy of flying the American flag. With the Maiden Voyages. of the ST,
LOUIS, June 5, 1895, and the ST. PAUL, October 9, 1895, he had succeeded

30. Cramp, ppe 37"380- t
n. mrm. p., 421. :
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briliiantly, The American Line could take justifiable pride in the
finest and most well bala.nc;d fleet of passenger liners on the North
Atlantic, The ST, 1OULS, ST.PAUL, NMEW YORK, and PARIS ranked as the
third, i‘our"hh, £ifth and sixth largest commercial iroésels in the world,
and were all capable of keeping pace with any of their competitors.

The American flag had bsen dramatically restored with honor to its
rightfvl place on the North Atlantic, the greatest martime trade route
in the world, Subsequent events might alter this situation, but for
the time being at least, the American Line was a powerful force to be

reckoned with in the trans-atlantic shipping industry.

iy
i
i
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APPBREDICES



Repert of Washington J. Jackson, Secretary of the Commercial
Exchange,to the Members of the Commereial Exchange on the events.
of the last year,

Third Topie: Steamship Line to Europe

After many years of fruitless effort, and
hope deferred, the matter of a steamship line to Europe
was teken in hand by the Pennsylvania Railroad Company
in November last(1870), with results thus far highly
gratifying, The Board of Directors, with entire wnamity, X
passed the following resolutions which are full of grave
import to the citizens of Philadelphia,

Resolved, That the Pennsylvania Railroad Company
will unite with the commercial, manufacturing and industrial
interests of the City of Philadelphia in the establishment
of a line of not less than four steamships, to be built in
the Uhited States, to ply between this port and ILiverpool
or other European ports, upon the following general basis:

A charter for the organization of a Steamship
Company, to be obtained from the Legislature.of Pennsylvania
at its next session, the minimum caplital of such company
to be $700,000, with power to increase it to over $5,000,000,

The Pennsylvania Railroad Company will subscribe
for $400,0000f said capital on condition that. $300,000 be
subscribed by other parties,

Bonds of the said Steamship Company, payable in
twenty-five years, bearing five per cent, interest, gold,
free of taxes, to be issued to the amount of $1,500,000,
which bonds, in the event of the steamship company failing
to pay, shall be purchased, principal and interest, as the
same mature, by the Pennsylvania Railroad Company, at the
par value thereof, ‘

The title of the company to be "The American
Steamship Company of Philadelphia,"

A committee was appointed on the part of Commereial
Exchange:Assogiatien, to act in conjunction with committees.
from other bodies, to take measures to ralse the necessary
means to insure the success of the enterprise, The
following named gentlemen consitute the committeeie=Seth IL.
Comly, William Brockie, Nathan Brooke, George W. Mears,

L. G. Graff, A, McHenry, Christian J. Hoffman, Robert Gray,
Washington J. Jackson, and Clayton McMichael.

It is graﬁifying to be able to announce that the amount
required has been more than subscribed, and that the enterprise
has therefore every prospect of success,

l
A



April 6 9 1872.

"American Steamship Company™

Silently, but steadily, this new enterprize, which
the sages of New York and Boston have so confidantly pre-
dicted would prove a fiasco, and which others pretended
had no exlstence save on paper, is progressing towards
a successful completion, and a few weeks hence we hope
to be able to present to citizens and strangers, the
novel spectacle, in American waters, of the launch of
an American iron steamship, built of American materials,
owned by American capital, and to be manned by American
seamen,

On Monday last(March 31, 1872), a meeting of the
stockholders of this company was held at the rooms of
the Board of Trade, No. 505 Chestnut Street, Mr. Andrew
Walker occupying the chair, and Mr, Edmund Smith acting
as secretary, The annual report was read, from which
we extract the following interesting details:

"The list of subscriptions to the capital stock
of the company amounts to 7,047 shares, at $100 each,
of which the treasurer has received $696,020 leaving a
balance of $8,680 yet due. :

#Contracts were made on the 3rd, of August 1871,
with Messrs. Cramp & Sons, for four first class iron
propellers, all to be alike in model and machinery, and
the material used to be, as far as possible, of American
nanufacture; each vessel to be of 3,016 tons burden,
old measurement, 355 fmet:in length, 43 feet in bean,
and furnished with independent, ¢ ompound, vertical,
direct-acting, surface-condensing, propeller engines,
They are to be arranged to carry 75 first-class and
854 steerage passengers, The total cost of the four
to be $2,080,000, They are to be named respectively
the Paxinsylvanip, to be completed by September 1, 1872;
Ohio, to be completed November 1, 1872; Indiana, to be
completed December 1, 1872; and Illinois, to be com=
pleted January 1, 1873, It is expected that the
Pennsylvania will be launched in June next.

; "Messes, Cramp & Sons furnish security in the sum
of $400,000 for the faithful performance of their con-
tracts, In the way of subscriptions there have been
received $1,358,000, leaving $142,000 yet due, The
report contains and{concludes) with a number of extracts
from printed reports(already published)referring to

the efforts of the company to secure aid from the General
Government, There is also incorporated a recomendation
of Secretary Boutwell that the Government shall grant a
subsidy upon sach transatlantic wessel buili in thés
country, in order to aid the revival of American commerce,
The document is signed by H. J. lLombaert, president of

the company, for the boarde:. (continued)
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APPENDIX B.

aat, April 6, 1872, continued:

Treasurer!s Report

Cash received on #ccount of installments
to stock.lIll.....'.I.........l.... *;‘ 696.020.00
On account of subscription bondsSeeceecees - 15358,000,00

&1' interest account..o-oooo-oooooo- eeese 2&22‘22
Total receipts. eces 20057'195092
Paid to William Cramp & Son to date.e... $ 617,500.00
Depositied with the Pennsylvania Raile :
road Company to secure the fulfil-

ment of the steamship companyts
contract with the shipbuilders..... 1,%20,500,00

"Mr., Derbyshire moved that the report, in connection

with that of the treasurer, be accepted:: and published
pamphlet form, Agreed to,

"Mr, Hoffman moved that the new board of directors
be requested to increase their number to eleven,

fMr, Allen suggested that the new directors be
taken.from the stockholders at large, and not from the
Pennsylvania Railroad Company.

"Mr, Hoffman agreed to this, and the motion as amended
was adopted,

A recess of ten minutes was then taken to proceed to
an election for a new board of directors,

#Messrs. Kennedy, Flanagan and Derbyshire were
appointed tellers,

"Upon. reassembling the tellers announced that the
following named gentlement had been elected:

fPresident, Herman J, Lombaert; directors, Edward
C. Knight, Washington Butcher, Josiah Bacon, John Rice,
B. H. Bartol, John Price Wetherill, Henry D. Welsh, D, B.
Cummins. Samuel T, Bodine,*

S

R
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APPENDIX C

Philadelphia Commercial list and'Price Current, August 17, 1872, L
| ¥Launched"® ,n

Thursday last, we venture to predict, will be an
eventful day in the chronology of Philadelphia for years
vet unborn., Being the day in which the first steamship
of the Fhiladelphia line was launched from the shipyards
of Messrs. Cramp & Sons, at the foot of Beach and Norris
Streetes, great interest was attached to the event by
men of all classes in the community, and ii was not sur-
prising that the attendance was immense., The popular
curiosity and excitement in the Richmond district ran
very high, and in some of the industrial establishments
a half holiday was allowed to the operatives. The Hall
of the Commercial Exchange Association, on Second Street,
was also closed, the members having agreed to attend in
body, and testify by their presence, as most of them 4
had previously done by more substantial means, their in- §
terest in the final success of the great undertaking, ]

The scene before the launch was exciting in the
extreme, The piers, the steamboats, and the smaller
boats were all decorated with their best and gayest
bunting, and they were all crowded with human beings.
A1l eyes were turned again to the guiescent mammoth on . i
the stocks, decorated with hundreds of streamers, signal by
flags, and other bunting, There lay the mighty monster ;
of the deep awaiting the word that would baptize herin
the element where she is hereafter to exist, She looked
like an inanimate body, patiently pausing for: that
breath of life which would perfect, figuratively, the
existence of the ship-=-the vessel destined to bear our
flag aloft as the representative of peace and plenty )
to the lands across the seas, i

The launching of a vessel, especially one of the
dimensions of the PBNNSYLVANIA, is a very complex and
critical operation, and it was not without some difficulty
and danger that her baptism by water was effected, At
precisely twelve minutes past ten o'clock the elder lr.
Cramp gave the order to the axeman to cut away the remain-
ing pinions and shores, which was the work of but a moment,
and then the noble craft started towards her future home,
She moved gracefully down the ways for the space of a
minute, amidst the cheers of the vast throng, the blowing |
of a hundred steam whistles, and a salvo of artillery. !
In a few minutes the noble craft the PENNSYLVANIA was afloat, _
and she indeed looked like ¥a thing of beauty and a joy :
forever,"” as her massive form for the first time floated
on the waters of the Delaware, The success so far is highly
creditable to the Pennsylvania Railreed Company, the mer-
chants of Philadelphia, Messrs, Cramp & Sons, and all the
enterprising men who had a hand in the organization of the
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APPENDIX C

Philadelphia Commerciall_l_’..y_i;st and Price Current, August 17, 1872, continued:

movement, In form and dimensions the new vessel is near
perfection as art and science can achieve anywhere, and we
trustthat the development of our trade and commerce will
make in the no distant future similar events necessary.

Now that the great enterprise is thoroughly under way,
we trust that Philadelphia merchants and all having her rciic
interests at heart, will foster and encourage it by all
means In their power, The foreign commerce of our city
is ample to justify the originators investing so large an
amount of capital in its development, and with the facil=-
ities which will be afforded to shippers and importers
by this new company, there can be no doubt that it will
receive an impetis which even the most sanguine have not
anticipated,

Our exports during the last fiscal year were more
than three millions in excess of the preceding one, two-
thirds of which consisted of petroleum, This being a product
of the Statey rightfully belongs to Philadelphia as the
natural outlet, and yet a large proportion finds its way
to New York and Baltimore, where shipping facilities are
more liberally supplied, Our import trade has heretofore,
been mainly transacted through New York, and notwithstand-
ing the introduction of the new system of transporting
goods in bond, hundreds of importers persist in following
the 0ld pathways of their forefathers, and New York continues
to monopolize much of the profit and credit accruing from
the trade of the city(Philadelphia) and the States(Pennsylvania)e.
With the opening of this new line of trans-atlantic steanmers,
we should be able to date a new era of prosperity to the
city, and no doubt this result will be achieved, if our
merchants do their simple duty in co-operating with the
zealous and well directed efforts of the Pennsylvania
Railroad Company, to whom we are mainly indebted for this
new element of progress, Let all good citigens take a
practical interest in the success of the enterprize, and it
will be assured from the outset, With our manufactures(sic),
whose products are estimated at over $1,000,000 per day in .
value, to say nothing of our steady increase of petroleum f
and other valuable products of our Commonwelath, we have ample
basis for a large foreign commerce, sufficient to keep afloat
the four magnificant vesssls now near completion, as well as ]
many others which are are ere long to follow.
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APPENDIX D
Philadelphia Commercial List and P;icé Current, April 12, 1873.

"Ihs American Steamship Co.® |

The a.nnua]l.‘meeting of the stockholdez;s of the
American Steamship Company, was held on Monday last,
(April 7, 1873), Mr. Charles H, Cummings.presided.

The second Annual Report of the Board of Directors )
for the past year was submitted, from which we learn thatse
"The execution of the contract with Messrs, William
Cramp.& Sons for the construction of four iron steamers for i
the company has been considerably delayed, so that as yet !
none of them have been delivered, :
The first three steamships have been successfully
launchedm=the Pennsylvania, August 15, 18723 the Ohio,
October 30, 1872; and the Indiana, March 25, 1873, The %
plating of the Illinois is nearly completed, and it is ¥
expected she will be launched about May 15 proximo, ‘
The Pennsylvania will make her trial trip some time !
d uring the present month, and will be ready for delivery
to the company not later than May lst, The Ohio will make i
her trial trip about June 1, : 'y
The Board of Directors have appointed Captain George 1y
Sumer to the command of the Pennsylvania, and Captain i
Morrison to the command of the Chio, Messrs. Richardson, L
Spence & Co., have been appointed agentsaf the company at
Liverpool upon fair and reasonable rates of commissions
On the death of Mr, Washington Butchercduring the past year,
Mr, E. C. Knight, a member of the Board was unaminously
elected president of the company.
Mr. Robert W. Smith was elected to the office of
secretary and treasurer,
The list of subsoriptions to the capital stock of
the company amounted to 7,047 shares of $100 each.
The amount received to date from installments on stock
is $701,500; leaving yet duve $3500. The amount received to
date in payment of subscriptions to bonds is $1,410,000,
leaving $90,000 yet due and unpaid, all of which is collectable,
During the past winter a bill prepared by a committee
of the board, authorizing the Postmaster General to contract
with this company for the establishment of (an)ocean mail
steamship service between the United States and England,
was presented in Congress by the Hon, Leonard Myers, It was
read twice ad referred to the Cormittee on Commercs, No
action was received prior to adjournment.”

Board of Directors for naxt year: E.C. Knight, President; |
Josiah Bacon, John Rice, B, H. Bartol, John Price Wetherill, g
Henr'y' D. m5h. D. B. Cumins. Samuel T.. BOdinQ. M. Baird.

N, Parker Shortridge, and Strickland Kneass.
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APPENDIX E

THE  PENNSYLVANIA

S AILING DAT

Iist of Passengers: and Garge

The magnificent steamship Pennsylvania of the
American Steamship Company?!s line, to ply bstween
Philadelphia and Liverpool, will sail from the
Company’s wharf, under command of Captain George:
Sumer, . to-morrew(sic) morning at six o'clock,
To=day, there is a busy scene upon the wharf, and,

although much of the cargo is already abevad, goods -

were being received this morning, and packed away.
The passengers, by request of Mr, Iouis C,. Madeira,
the General Agent of the Company, will all have.
their baggage en board during the day, Se that
everything will be ready for the departure:of the
vessel at the appointed time,

The Passengers:
The first engagement of a state room was
made by Major Thomas T,.. Firth, of the Pennsylvania
Railroad Company, and the other state rooms wers

speedily taken.,

The full list of cabin passengers is as: -

follows:

Major Thomas T, Firth
Mrs, Those T, Firth
Albert Gumpper .
Henry C. Lea

Rev, Saml,Hazelhurst
Mrs., C, Ho Grant
Miss Sarah Bowman
Miss Sarah Cerlies
Miss A, M. Grant
John E, Graeff

Mrs. Jno. E. Graeff
Mr. D, L. Grant

G. S. Benson Jr,
Thos, He, Patterson
A M, Bastwlick

John Mellon

Col. George Orine
Joseph Barry

Mrs. Chas,Gascoyne
Mrs. Fredk, Hansel

Wn, King

Horace Haug

Willie Haug

Andrew Cone

Mrs., A, Cone

Willis J. Hulings
C.C. Butterworth
Rev. A, Prier

Wa, S, Scull
Mrs, W. S. Seull*
Co Ho .Gilbert

m'o Witmer

L. Sternberger
Chas, F, Haseltine
Mrs, C.,F. Haseltine
J+. R.. Blackiston

H. A. Rlackiston Jr.
Mrs., JL R4 Blacklston
Mrs. John Hlackiston
C. M, Pierce, MiDi,
Je E..Gi1lingham . .
Mrs. J.E. Gillingham

#Erratta: The name Willie C. Seull should follow that

Mrs, W. S. Scull.

of
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APPENDIX E

Philadelphia Mg Bulletin, May 21, 1873
Passenger I.ist eontinuedz

Mrs, Wn, King Mes; DoR.. Garrison
Mr. A. Hang Migs Mary Garrison
Mrs. A. Haug Walter R, Garrison
Clarence. Haug Kate Young

George Haug Doctor F.S.. Dunlap

. Mr, Chas,Hazelhurst
Total, 56 cabin passnegers and 58 in steerage,

The Cargo

The first engagement for the shipment of

freight was made by Messrs, B. C.. Knight &:

Co. and the goods of that firm were the first

received on board the vessel,

The following is a list of shippers, and

the character ef the goods comprising the
cargo of the vessel,
E.Co Knight & Co., 110 bhdsi syrup
David. H,.Solis, 12 bexes fur skins
H.W.. Bartol, 100 barrels molasses:
_do 100 tierces "
Geo. long, 11 tubs lard )
William Brockie, 100 casks tallow.

do. 100 “

do 100 u '!
do 100 L "
de 50 " "
de 100 " "

D!0lier, Magee:& Co., 50 bales cotton.

Prichett, Buagh & Co,, 58 rolls leather

Henry Sloan & Sons, 44 bales cotton,
do do 6 " n

Peter Wright & Sonse 49 puncheons molasses.

P, Rabill, 1 ,wagen, 8 hubs, 1 wrench,

P. Rabill, 1 box harness, 1 bunch collars, 2

bundles felloes.
Gearge H, McFadden, 11 bales cotton.

Charles H, Cummings, 1,067 bags eil-cake,

de 963 do do
M, Rice, 1 case personal effects.
Charles Ellis, Son & Co., 1 case.

Henry Morris, 1 case wearing apparel and

books.

Edward S, Mason, 18 bales fur, 1 bbl. hams, 1

bbl. flour,

C. Thomas, 1 case peaches, 1 case tomatoes.
Ricards, leftwich &.Ce., 17 hhds, tobacco,
do 18 de do
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American Steamship Company

The annual meeting of the stockholders was held on ..
Monday(April 6, 18?4):;: the Pennsylvania Railroad builde
ing, Fourth Street and Willing's Alley,

Q‘:l motion of Mr. A. Je. RrbyShire. Mr, Christian
J, Hoffman was ealled to the chair and Mr, Robert W, Smith
chosen as Secretary,

The annual report was read by the Secretary, It
shows that since the last meeting the ILLINOIS has been
successfully launched, The contract price for the con-
structien of the four steamers, together with the cost
of fitting them out, and other expenses of their con-
struction not included in the contract, has excesded the Y
aggregate of capital stock and bonded debt., This de- G
ficieney is being met by a lean from the Pennsylvania 1
Railroad Company. =

In December last the attention of the board was .
called to the desirability of a consolidation of the o
business of this company, with that of the two steamers:
in the Liverpool trade of the Intermational Navigation
Companys the general advantages to be derived therefrom
being a weekly service between the two ports, the con-
centration ef the trade under ime management at beth
Philadelphia and Liverpool, and the particular advantage
to this company in what the directors hope will prove.

a material economy in the expenses of operating the
steamers,

After careful consideration, a favorable contract
was entered Into in January last with Peter Wright &
Sons to act as general agents for the management of the g
freight and passenger traffic of the company in this ;
country, At the same time a new contract more faver- 3
able to the interests of this company than the existing, i
was consummated with Messrs, Richardson, Spence & Co,,
Iiverpool, for the management of the European business,.
Both firms are also agents for the Internatlonal Naviga-
tion Company, thereby harmenising the interests of the
two companies, and aocuring, it is hoped, the advantages.
already mentioned,

The report then alludes to the retirement
of Mr, L. C, Madeira as General Agent, and mentions the
appreciations of the Board for hls services,

(continued)
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Philadelphia Commercial List and Price Current, April 11, 1874, continued:

Up to the time ‘of the changé in the general
agency, the steamers had completed fourteen round voyages,.

The gross receipts from which amounted to.. $ 577,692.,02

Up to the same time the disbursements for

rmning eXpenses Were...ccccececcccse 5244372422
Excess of receipts over disbursements for S

runn:\ng OXPONSOBeeesccccscseccscrssene $ 53.319.75

From which are to be deducted general

agent?s office expenses for rent,

salaries, insurance, furniture,

fmms. .tcoooooooooooooooooooo $18'o°°0°0
Whart eXpeanses, including fixtureseeces - 7'900000
Advertising and placarding at Philadele

phiﬂ and I.i.verPOOl.......--...... 22.000’00

% 42.?0;00
&iowing a gain . : 50 19075

From which should be deducted amount

received for prepaid passages, not

y’.t come® forwardececcccsccccccscoccccse l" 2o4
IﬁaﬂngahalmCO ofoooooooocooooooooooooo . 27050

The expénditures above of $47,900 are of a character
necessary in the starting of a new line, and from which,
particularly the item of advertising $22,000, no immediate
return can be expected, and a large portion of $7,900
wharf expenses, 1s of the character of permanent improvement,

It has already been fully shown that our port commands
sufficient trade to pemmit full outward-bound cargoes at
rates fully equal to those from any other Atlantic port,
and should the inward trade continue to increase in the same
ratio as it has since the starting of the road to the present
time, that full cargoes will be carried each way. It is also
expected that as the steamers have demonstrated their safety,
speed and comfort, the passenger trade will in the future
show a marked increase,

In January of the present year, the Post Office.
Department granted the company a mail service between the
United States and Great Britain for its four steamers, giving
both sea and land postages upon the mail matter carried by
them. The directors are of the opinion that this will give
the line a more favorable standing in both this country and
Europe, The company has reason to congratulate itself that,

(continued)
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Philadelphia Cmmmercial IList and Price Current. April 11, 1874, continued

while ma.ny other stea.mers in the same trade were,
during the terrible hurricanes that swept the North
Atlantic in February last, seriously disabled, those:
of this line, with the exception of the PENNSYLVANIA,
received no injury, and that they have all proved .
themselves thoroughly seaworthy, The injury to the
PENNSYLVANIA was comparatively slight, but the loss of
her commander, two officers and seammm, is to be deeply
regrettied,

The report was accepted, and, ordered to be printed.

Mr, L. D. Baugh offered the following: Whereas,
E. C. Knight, Esq., has declined permitting his name
to be nsed for the presidency or as a director of this
company, therefore,

Resolved, that the stockholders regret the
determination of E, C, Knight, Esq., to retire from
the gratuitous pesition. of executive officer of this
company, believing that in thus recognizing his services
during the inception and early progress of this enter-
prise, we fully acknowledge the loss the company has
sustained, but trust that under all circumstances we
may have the advantage of his Interest and advance:
for the furtherance of our project to full success,
This was adopted,

An election for directors for the ensuing year
was then held, Messrs, Wm., Brockie, E, K. Stevenson,
and Alexander P, Colesbury, acting as tellers, The
following gentlemen were elected: Henry D, Welsh,
president; Josiah Bacon, John Rice, B. H. Bartel,
John Price Wetherill, D. B, Cummins, M. Baird, N.
Parker,Shortridge, Strickland Knols, Edmand Smith,
Wr, D. Winsor,
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Philadelphia Commercial IList andtPriee Current, April 10, 1875,

American | Steamship Company

At the Annual Meeting of this Cempany held on
Monday Last(April 54 1875), the old Board of Directors:
was re-elected, with H., D. Welsh as President for
another term, The Treasurer's report for the past year
shows the gross receipts to have been $976,453.61,
against a total of $828,558.01 disbursements for ordin-
ary and operating expenses; $39,122,96 for advertising,
$8,670.32 wharf expenses, $66,585.25 extra-srdinary
repairs, salvage suits; etc., and $88,465.33 for
expsnses of agencles, etc., leaving an adverse balance
of $48,914,26, The floating debt of the Company,
amounts to $351,656,17. This is accounted for in the
fact that the cost of building and equipping the
steaners owned by the Company exceeded the capital
subseribed to the extent of $153,106.424 leaving the
Company altogether without working capital. Considering
the general depression of trade during the past year
the figures given are more encouraging than those
furnished by the leading lines of Foreign steamships
from New York, These show an aggregate falling off in
receipts for 1874 of $27,000,000(sic). In contrast with
these figures, the American Line may.be considered to
have done remarkably well. From passengers the receipts
of the year were $288,932 and from freights $683,502,12,
Rates have been unprecedentedly low, as is well knowm,
and had they been up to the average of former years,
the amount of business done would have yielded:a hand-
some profit. The next ysar promises to be a highly
prosperous one for our favorits line, and a dividend .
to the stockholders may be confidently predicted,:
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THE AMERICAN LINE

TWIN S.S. NEW YORK AND PARIS.

The New York and the Paris may justly be said to be the embodiment of the
finest skill and workmanship which modern marine architecture has exhibited, and in
point of comfort and rapidity of travel they are in the highest rank.

The dimensions of these vessels are: Length on water line, 525 feet; length over all,
s6ofeet; breadth, 63 feet; moulded depth, 42 feet; gross tonnage, 10,800. Siemens-
Martin steel was exclusively employed in building the immense outer shell of the hull,
which has a double bottom throughout, this arrangement being adopted so as to pre-
vent any danger arising to the safety of the passengers should the steamer run aground.

There are in each ship 15 water-tight compartments, separated by transverse
bulkheads extending from the keel to the saloon deck and rising 18 feet above the
load water line. These bulkheads are solid structures of immense strength, containing
no doors or openings of any kind, so that, should an accident occur, no aperture has
to be closed at the last moment, and each section is complete in itself. Three of the
water-tight compartments are set apart for the boilers and one for the engines, the
latter space being further divided by a longitudinal bulkhead, so that the machinery
is duplicated in the strictest sense of the term. The first cabin passengers are
houised in the three water-tight compartments in the central part of the vessel, two
compartments abaft are set apart for the second class passengers, while the com-
partments at each end are devoted to steerage passengers and cargo.

The grandest internal feature of the New York and the Paris is, beyond all doubt,
the first cabin dining saloon, located forward on the saloon deck. This.is an apart-
ment of truly noble proportions. It extends almost entirely across the ship, and the
arched form of roof, with its cathedral glass centre, gives a majestic outline which is
possible under no other arrangement. The space usually allowed between decks,
even in the best passenger steamers, is about 8 feet, but in the New York and the Paris
the principal dining saloon is carried through two decks and a half| the height attained
at the crown being 20 feet, while the length of arch is 53 feet and the span 25 feet.

-+
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In this handsome chamber, accommodation was originally provided for. 260 passen-
gers, but alterations have recently been effected in each ship, adding a dining saloon
amidships, which enables 420 persons to dine at the same time.

Well-known artists were engaged to decorate the dining saloon, and everyone
will admit that they have succeeded admirably in their efforts. A white composition
of peculiar ductility was used for the internal covering of the arch and of the organ
loft, which overlooks the saloon. The panelling is brightened by appropriate repre-
sentations of sea nymphs, dolphins and tritons, and the mythical marine company is
completed by the presence of mermaids in the form of intermediate brackets. Cozy
little alcoves are ranged around the sides of the saloon, and here those who do not
seek the popularity of the central tables may dine in home-like privacy. These dainty
nooks have degorated panels in sycamore, with oak wainscot and maple lintels, and
the whole of the appointments are en suife. ‘

At the after end of the dining saloon is the grand staircase, rising by easy treads
from a spacious vestibule to the promenade deck, and giving entrance to two apart-
ments of marvelous beauty.

The first of these 'is the drawing-room, which is a favorite lounge of the lady
passengers, in fair weather and in foul. 1t is adorned and appointed with exquisite
taste. The ceiling is formed in deep panels, surrounded by a fretwork in gilt; and
large mirrors, set in bright frames to correspond, are fixed to the walls of the apartment.

An oriel window built under the stained glass dome of the dining saloon com-
mands an excellent view of that room, the opposite gable being utilized as the organ
loft, which can, in like manher, bé approached from the promenade deck.

On the after side of the stair hall is the library, another sumptuous apartment,
constructed in the form of an hour-glass, thus securing the maximum of light at the
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minimum sacrifice of deck space. The sides of this chamber are lighted from windows
overlooking the promenade deck, and a central skylight makes it exceedingly bright.

There is a lining of wainscot oak round the library, and the names of many
illustrious authors appear in carved scrolls upon the panels, while quotations from
sea poems are inscribed upon the stained glass of the windows. Upon the shelves
are about goo judiciously selected volumes.

The first-class smoking room, 45 feet long and 27 feet wide, affords ample space
for 130 gentlemen. The walls and ceiling of this room are panelled in American
walnut, and the upholstery is in figured scarlet hide.

Upon the promenade and saloon decks no fewer than 4o rooms are set apart in

14 suites for the use of families who wish to have separate accommodation. Each of
these suites consists of bedroom, sitting-room, private lavatory, and in most cases a

private bath. The bedrooms in these suites are fitted with single and double beds,
the berths being, as in a Pullman car, closed by day and open at night.

The promenade deck extends from one end of the ship to the other, a distance
of nearly 190 yards. Thissplendid space is always kept perfectly clear. The lifeboats

‘hang from the davits at a height of 8 feet above the promenade, and passengers are
- protected by an awning deck. In order that the wishes of everybody may be con-’

sulted, the extensive area thus reserved is divided by rails running fore and aft,
the inner enclosure being kept for passengers who wish to sit in the comfortable deck
chairs provided, while the outer line is at all times available as a promenade,

Placed on the main deck, below the level of the grand dining saloon, and entirely
isolated in an independent steel shell, without any aperture except those of the
capacious ventilating shaft leading into the three great smoke-stacks, the principal
kitchen is literally out of sight, smell or hearing.

The second cabin dining saloon is a handsome and well lighted apartment 27
feet long and 4o feet wide, providing seats for 150 passengers. The second cabin
passengers enjoy the luxury of their own smoking-room, together with the exclusive
use of the after part of the promenade deck for the full width of its space.

Though it is quite possible that restless ambition may in time bring about the
creation of other ships in all respects equal to these four that are now the pride of loyal
Americans, yet the St Paul, St Louis, the New York and the Paris must ever remain
unique in the regard of all patriotic citizens of the Union as the first that demonstrated
the incalculable advantage to the nation of possessing a fighting reserve of merchant-
men to be called upon in time of need.

As long as they exist, they must remain an historical object lesson '\hke to those
that are now too young to remember the stirring events of the recent struggle and to
those that cither actively or passively had an interest in it. As veterans of the
Spanish-American war of 1898 they will ever possess an unbounded interest for those
that sail in them or 51mp]y behold them; but, above all, they must needs appeal to all
thoughtful persons as most wonderful examples of American adaptability.

T T S+
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o Qf war to merchant steamers occupied but little more time than
"didl the change from liners to cruisers, and when their peaceful
.- occupation was resumed there was not a mark to tell of the haz-

which they passed during their engagements with shore batteries and

®*with war vessels.of the enemy’s fleet. )

¢\ Through the vigilance of their officers they had escaped unscathed,

wi¥nd their appearance was a matter of general surprise as, renovated,

%33 refurbished and dressed in the garb of peace, and every whit as spick and
pAn as when they made their maiden voyages, they one after the other

TWIN S.S. ST LOUIS AND ST PAUL.

The St Louis and St Paul are examples of what may be accom-
plished by American ship builders. They are the largest and finest
steamers ever built in the United States, and’ rank with the best
products of foreign ship yards. Their principal dimensions are : Length
+ on water line, 535 feet; length over all, 554 feet; breadth, 63 feet;
moulded depth, 42 feet, and they are each of 11,629 tons measure-

3 ment. Anxious that nothing should be left undone which could add to
\ . human safety, the International Navigation Company stipulated that
i the St Louis and St Paul, as well as the New York and Paris, should
be constructed on the principle of safety first, comfort and speed

-afterward, In the St Paul and the St Louis are 17 water-tight com-

partments, separated by transverse bulkheads extending from the keel

to the saloon deck and rising 18 feet above the load water line, while

; . in the New York and Paris, which are a trifle smaller, there are 15 of these compart-
: ments. Such is the buoyancy secured by this method of sub-division that the ships .

are practically unsinkable. :
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AMERICAN LKINE U.S. Mams STEAMER
SOUTHAMPTON- CHERBOURG - NEW-YORK SERVICE.
>

S, Se. SAINT PAUL

A fast Crossing = 1595 - NEW YORK-NEEDLES -~ &6d, 6h, 31m, (21,08:,)

- AMERICAN LINE -

X

Iy ‘wg.v o : ) . - B « - . - . ‘ L w - - ~".Q
-y - 3 8 USMSS ST LOUIS teaving ™
M» NEw Yo ror  SouTrmampTon.

S, S, SAINT LOUIS

A fast crossing - 1896 - NEEDLES-NEW YORK - éd. 2h. Z4m. (20.33k.)
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Exteneive .It-rations iare made to the agoing CITY OF NE4 YORK(NS. YORK)
ana CITY OF P’LRIS(P.-;R.LD) in the carl; 1900's, By ti-t time they wire rer
out clas<ed by newor toriare but wvers stiil extreasly res =ctable Liveg
The PARIS emer;ed from “er roconaitioning with a now nawme, the PHILGLO.LPEI
and botl liners Jost a grest -eal of their uajestic Loauuy through the
reaoval of a2 funnel and a mast, Thsesc siobs show the liners in later yearc,
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On the two 'Ameﬁéanu-built:sfdaers ‘the quirters of the captain and navigating
officers are upon the%‘wning deck. To this deck the passengers have no access,
and here the lifeboats and raits are carried, where they can be easily and quickly
launched. /

While the primary consideration was safety, comfort was not neglected, and their
speed has considerably exceeded the Government requirement of 20 knots per hour.
The promenade deck is 170 yards in length, and is sheltered from sun and rain by the
awning deck. Ample walking space is thus provided, while the deck house is
constructed to form recesses or alcoves for steamer chairs, I’ this promenade deck
house are suites of rooms, comprising bedroom, bathroom and sitting-room ; here
also are the smoking-rooms and the drawing-room, with its silk tapestries and its

softly cushioned divans.

.On the deck below is the main saloon, in which the entire complement of first
cabin passengers can be seated at one time. It is 110 feet long and so feet wide, and
has seats for 350 passengers at one time, It is situated amidships, between the two
funnels, where there is the least motion. As is the case with the Paris and the New
York, it is lighted from the top by a glass dome of large proportions and graceful
shape, and ‘on the side are rectangular windows instead of port holes.

In front of this saloon, and separated from it by the main companion-way, is the
library, probably the largest room devoted to that purpose on any ship. Back of
the main saloon is the pantry, and backed up against that is the pantry for the second
cabin. Still back of this is the second-cabin saloon, also an unusually large room,
and fitted with revolving chairs at the tables instead of the usual settees. The tables
in this saloon, as in the first-cabin saloon, run lengthwise of the ship. Back of this
is the doctor’s office, and then a large space under the after promenade deck, where-
the steerage passengers may congregate in weather when shelter is needed.
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The large sums whichare
spent on the interior decora-
tions of the modern steam-
ship are not always spe
wisely. There is great and |
ever-increasing luxury of : Wﬂ ‘ 1
equipment, but the taswfwwﬁ/;’
displayed is commonly that; L
of the abstract upholsterer, |
and whatever effect is pro~-=
duced is attained simply b)f/
the lavish use of expensive
material, It was to avoid this
pitfall that the company deter-
mined to put the general scheme of
decoration, after the marine architect had SUITE OF SITTING-ROOM, BEDROOM,
drawn the deck plan, into the hands of a land BATH AND'TOILET ROOM.
architect—to mark a contrast existing not in the nature but in the accidents of the case.
The firm selected was the well-known Philadelphia firm of Furness, Graus & Co.

The problem before Mr. Furness was a novel one, and it will be agreed that he has
solved it happily. In order to secure an individual and original scheme, he deter-
mined, keeping in mind that a sea voyage is practically a holiday for all passengers,
" to give his coloring all the light, the openness and the brilliance possible. This was
also in accord with the desire of the company to do away, as far as possible, with the
darkness of the interior inherent in steamer construction. In order to treat the large
surface at command with distinct and satisfactory handling, Mr. Furness made a free
use of ground and leaded glass, and especially of panelling. For this he called into
co-operation Mr. Karl Bitter, the sculptor of the Astor gates,

The general effect of Mr. Furness’s decorative scheme, which is graduated and
harmonized through the various saloons, is novel and striking. Brilliance has been
secured by the employment of light and definite coloring and general openness and
lightness of form; gold leaf and effects usually associate with * floating palaces’’ have
been disregarded.

* The first-cabin saloon is finished in white mahogany. The panels about and
under the glass dome are filled in with paintings of musical figures and sea nymphs
engaged in playful contest in the sea. At the after end of the glass dome is a figure
of Neptune with his trident, in an attitude of supremacy over the waves, and directly
opposite, at the forward end of the dome, is<a spirited figure of a mermaid holding up
the gallery to the saloon .in which the pipes of the great organ are placed.

The entire scheme of decoration for the ship is one of light and serviceable color.
In the special suites of rooms on the promenade deck, the sides of the rooms are in
panels that suggest here and there old ivory, with a slight dash of color to set off the
figures. The main companion-way is stately and is in red mahogany. The ladies’
drawing-room is finished in ivory color, and the upholstering is of light brocade, with
a delicate ﬁgure. The library is finished in oak. The first-class smoking-room has

leth e |ftl\’ P ."‘Na:'“‘h:; n.rmgwmodatlons for 100 persons, and the fact
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that it is ou the promenade deck is one of the novelties of the ship. It has bluish
panels of attractive design.

The second-class apartments are as pleasing to the eye as many of the first-class
apartments, even, on ships of the present day. The ladies’ sitting-room is finished in
cherry, with panellings of appropriate color. The second-class smoking-room is
finished in birch and cherry, and is one of the most attractive apartments on the ship.

The whole of the extensive area of the upper and main decks is appropriated for
sleeping-berths, the first-cabin rooms occupying the central section of the ship, the
second-class being abaft of the machinery, the steerage forward and aft of the first
and second cabins, and the quarters of the crew forward and aft again of the steerages.

The color scheme for the upholstery of the first-cabin staterooms is steel blue for
one deck and old gold for the other. These rooms are of an unusual size, and as a
rule are painted white, The ironwork is in sight in them, and, in the interest of
absolute cleanliness, there has been no effort to cover it up with wood-work or useless
decorations. The white paint makes an attractive room, and the color of the fittings

" gives a sufficient variety to the eye to make the rooms most pleasing.

In cold weather fresh air is heated by means of ventilators near the top and the
bottom of every apartment; the passenger may regulate the temperature and the
ventilation as he chooses. By this superior system the inner rooms of the ship are
as comfortable as the outer ones, the only difference between them being that the
occupants of the outer rooms may get a glimpse of the water from the port holes.

The lighting system is also very ‘elaborate. ~All told, there are more than 1300

“electric lights in the ship, and four large dynamos are required in operating the "

extensive electric plant.

It will thus be seen that every possible attention has been paid with the end in
view of securing a vessel that combines the three requisites of ocean travel in the
order already given. Lven the accommodations of the steerage are fitted with baths
and sleeping accommodations in excess of those usually found. The passenger capacity
of these ships is: First cabin, 350; second cabin, 200; steerage, 8oo. The crew
numbers about 4oo. ‘
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Index of Vessels Mentioned in the Text:

ABBOTSFORD, 17, 20, 21, 25
34y .35, 36, 42, 45,

ADRIATIC, 53, 66.
ALDERSGATE, 66.

ATLANTIC, 19.

ARTZONA, 54, 57.

ATLAS, 61,

BALTIC, 53, 55.

BELGENLAND, 47, 51.
BRITANNIC, 53

BRITISH CROWN, 26, 5L.
BRITISH EMPIRE, 26.

BRITISH KING, 26, 29, 51.
BRITISH PRINCE, 26, 51, 87.
BRITISH PRINCESS, 26, 51, 87.
BRITISH QUEEN, 26, 29, 51, 6l.
BUENOS AYREAN, 54.

CAMPANIA, 86.

CIMERIA, 27, 28.

CITY OF ANTWERP, 55.

CITY OF BERLIN, 53, 55, 61, 83,
BERLIN(after 1893), 84, 87.

CITY OF BRISTOL, 25, 54y 55.
CITY OF BROOKLYN, 55.
CITY OF BRUSSELS, 55.

CITY OF CHESTER, 55, 67, 83,
CHESTER(after 1393), 84, 87.

CITY OF CHICAGO, 55, 67.

CITY OF DURHAM, 52.

CITY OF HALIFAX, 52.

CITY OF LIMERICK, 25, 54, 55.

CITY OF LONDON, 55.

CITY OF MONTREAL, 55, 6l.

CITY OF NEW YORK(L), 25, 55.

CITY OF NEW YORK(II), 63, 6,

_..65. 68. 81. 82. 83l
NEW YORK(after 1893), 3,
84, 85, 86, 92, .

CITY OF PARIS(I), 55.

CITY OF PARIS(II), 63, 64, 65,
66, 67, 68, 81, 82,
PARIS(after 1893), 83, 84,
86, 92. »

OITY OF RICHMOND, 55, 67.

CITY OF ROME, 55, 56, 57, 58, Ol

COLINA, 42, 43.

CONEMAUGH, 88.

CYBELE, 42.

ETRURIA, 65.

FRIESLAND, 68.

GERMANIC, 53.

HERCULES(tug), 46.

ILLINOIS, 7, 16, 20, 21, 36, 51,
62, 67, 87, 88.

INDIANA, 7, 12, 16, 20, 21, 36,
51, 81, 87.
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Index of Vessels Mentioned in the Text (Continued):

ITALY, 7. ST. 10UIS, 89, 90, 91, 92.
JAVA, see ZEELAND, ST. PAUL, 89, 90, 91, 92.
JUNO, 46. SARDINIAN, 62.

KENILWORTH, 17, 20, 21, 25, SOUTHWARK, 83, 87, 88.

. 34, 35, 36, 42, 45,

SWITZERLAND, 40, 42, 45, 47, 51.
KENSINGTON, 83, 87, 88. N o
o TEUTONIC, 68.
LORD CLIVE, 25, 29, 51, 87. o
TORONTO, 62.
LORD GOUGH, 25, 29, 51, 87. '
VADERLAND, 37, 38, 39, 40, 41, 42,

LOUISA D. (sa.iling snip), 4. 43, 46, 47, 51, 68,
LUCANIA, 86. ‘ VANCOUVER, 62.
MANHATTAN, 21. WAESLAND, 47, 51.
MAJESTIC, 68. WESTERNLAND, 47, 51.
MINNESOTA, 21. ZABIACA, 29.

NEDERLAND, 40, 42, 43, 44, 51. ZEELAND, 45, 47, 51, 68.
NEWCASTLE(tug), 4o '
NOORDLAND, 47, 51.
OHIO, 7, 12, 16, 20, 21, 23,
24, 25, 30, 36, 51, 61, 62,
87.
PENNLAND, 47, 5L,
PEILISYLVANIA, 7, 11, 12, 13, 14,
15,.,16..18. 190 20, 22, 30, 360
51, 62, 82, 83.
PERUSIA, 47.
RHYNLAND, 47, 51.
RUSSLAND, see KENILWORTH.

RYDALL HALL, 42.
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M.éxaﬁder II, Tzar of Russia, 27.
Allan Iine, 55.

Anerican Line(1893), 83, 84, 85, 86,
87’ 89’ 91. 92.

American Merchant Marine, 1, 70, 71,
73s 4, 75, 76, 79, 89.

American Steamship Company, 1,5, 6,
9, 12, 13, 14, 15, 17, 18, 19, 20,
21, 22, 23, 25, 26, 27, 28, 29,
30, 31, 33, 3%, 35, 39, 41, 49,
50, 54, 60, 61, 67, 77, 79, 86,
88.

Anchor ILine, 2, 3, 57, 58.

Bacon, Josiah, 5.

Bar Harbor, Maine, 27,

Barker, Wharton, 27, 28.

Barker Brothers, 27.

Barrow Shipbuilding Company, 56.

Ba.:h'bol. 5. 7.

Becke, see vender Becke,

Belgian Mails, 40, 48.

Brit:ésh Shipowners Co,, Ltd,,
26,

Buell, Augustus C,, 28,
Batcher, Washington, 5, 13.
Canddian Government, I,
Civil War, 1, 70, 73, 74.
Civil War Taxes, 73.
Cleveland, Grover, 89

Cormercial Navigation Company,
4y 75,

Confederate Raiders, 70, 71.
Congress of Berlin, 27.
Constantine, Grand Duke, 28,

Cramp, Charles H., 7, 8, 9, 28,
29, 78, 89.

Cramp Ship Building Co., 6,
7, 11, 88,

Cumiins, D, Be, 5.

Cunard Stéam-Ship Company Ltd.,
60, 65, 66, 86.

Belgian Nautical Research Association, 33. Delaware Railroad, 24,

Blue Riband, 53, 54, 57, 6k, 65, 68, 82, Depression of 1873, 2l.

86, 91.
Bodine, Samuel T., 10.
Bonsor, N. R..P., 42, 43, 48, 52, 56.
Brady, CeL.(Capt.), 19.
Brice, William, 5;

British Mail Contract, 65, 66, 77.

F;‘lder, Jomn, 7, 8, 9, 52,
Engeld I.:ine. 46,

Fairfield Shipbuilding Co., 9.
Firth, Major Thomas T., 15.
I;‘rye, Willian T., 79.

Girard Point, 38, 39, 45, 46.
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Grant, U.S., 76, Lloyd's, /b
Greenwich Point, 39, Lombaért, Herman, Jes 9¢ 10e
Griscom, Clement A., 23, 29, 30, London and South Western

32, 34, 37, 38, 49, 50, 58, 59, Railroad, 85.
60, 61, 62, 65, 68, 69, 78, 81,

85, 86, 87, 88, 89, 91. McKinley Tariff Act(1890), 78.
Guion Line, 5k, 58. Mail Subsidy Act{1891), 78, 79,
80, 8l. ) ,

Hal’lCOCi{. Re. Bo. 140
Marsily, William E., 33, 34, 35.

Mattel, B., 62.

Harrison, Benjamin, 82,

Henderson, Thomas, 2, :
Marvin, Winthrop L., 65, 66.
Hermand, Francois, 33.

Madeira, Louis C,, 14, 18,
Irman, William, 57. :

Mitchell!s Maritime Register, 37.

Inman Line, 1%, 25, 50, 52, 53, 54, T ,
560‘570 580 59, 60, 61, 620 63o Moniteur Belge, 3}4'.
6""o 65. 66, 67o 78o 79, 81, 82, - S
87. Myers, Leonard, 13.

Imman and International Steamship National Transit Corporation, 37.
Company, see Inman Line,

Oil. 32' 37. 38' 420

Pacific Mail Scandal, 76, 77.
Intemational Navigation Company, 17,
18, 30, 31, 33, 35, 38, 43, 45, 46, Pacific Mail Steamship Co., 72, 73,
48, 49, 50, 58, 60, 62, 68, 79, 81, 764
82, 85, 86, 87, 83.

Tnternational Mercantile Marine, 35.

Palmer & Co.({Jarrow), 37.
Ismay, Thomas H., 59. . :
‘ ‘ Papayanni, G. M., 24.
Johnson, Andrew, 74.
Peaches Incident, 23, 24, 25,
Knight. Eocoo 5. 1‘3. 15o 20..
Peninsular and Oriental Steamship

Laird!s Shipbuilding Co.., 8. Line, 76.
Liverpool, 6, 13, 14, 17, 20, 21, 23, 26,
etc. Pennsylvania Railraod Company,
2’ 3’ 4’ 10’ 14. 15. 16’ 17’

Liverpool Journal of Commerce, 15 22, 27, 28, 29, 30, 32, 33,
- : 34' 38' 39' L‘O. Ll'8' 49' 77'
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Philadelphié Commercial Exchange, 6,

Philadel
Current,
43, s,

Philadelphia Navy Yard, 22, 27.

ia Commercial List and Price
] 5'. lo' lll 13' 2 1 381

Philadelphia Steam Navigation Company
Red Star Line, 38; see also, Interna-
tional Navigation Company.

Postal Ald Act, see Mail Subsidy Act
(1891).

Randall, Alexander W., 75.

Rige, John, 5.

Richarson, Spence & Co., 14, 17, 25, 54,
Rivers, William, 19.>

Russian Navy, 26, 27,

Scarceriaux, Paul E, R., 33.

Scott, Thomas A., 2, 3, 29, 32, 3%, 38,
e

Semetschkin, Captain, 28,

Shoals, Brigantine, 44,
(Brigantine Shoals)

Societe Anonyme de Navigation Belge-
Americaine. 34, 35, 38, 39, L"O: L”la
42' 43’ Lm' 46' l"’8. 49’ 50! 52' 60’
67, 68, 69, 85, 86, 87, 88,

Southampton Terminal Change, 85.

United States and Brazil Steam-
ship Company, 72, 73.

United States Post Office, 18.

vender Becke, John B., 33, 34,
35' 37' LPO‘ -

Welsh, Henry D., 5.

Wétherill, J.vPrice, Se

White Cross Line, 46,

White Star Line(Oceanic Steam
Navigation Company), 52, 53,
54, 58, 59, 60, 66, 68,

Wilson, J, Shields, 7, 8.

Wood and Dialoguet!s Works, 46.

Wright, James A., 32.

Wright, Peter & Sons, 17, 23,
31’ 34' 37' 39’ 40' 42! 46.

Subsidies, 13, 39, 71, 72, 73, 75, 76, 78,

79.
Sumner, George, (Capt.), 19.

Thomson, Ju &. G., Shipbuilding Yard, 6l.
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