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IN MEMORIAM

KEITH MATTHEWS

1938-1984



EDITOR’'S NOTE

This volume is dedicated to Keith Matthews, a Principal Investigator with the
Atlantic Canada Shipping Project, who passed away in St. John's, on May 10,
1984. Keith was not only a driving force behind the Project but also a founding
member and long-time Chairman of the Maritime History Group. He was 45.

Keith Matthews came to Memorial in 1967, primarily to teach Newfoundland
history. His seminal thesis, "The West of England-Newioundland Fisheries,” was
completed the next year for Oxford University. Over the years he published a
series of articles on Newioundland history which gained him acclaim from
specialists. Perhaps most influential was his Lectures on the History of
Newfoundland, 1500-1832, which has formed the basis for most introductory
courses in Newfoundland history.

Although Keith Matthews saw himselt very much as a Newfoundland
historian, his love for the history of Newifoundland never dwarted his passion for
the sea and the men who wrested a living in that perilous environment. The
culmination ot this interest wasreached in 1971 with the formation of the Maritime
History Group, of which Keith was a founding member and Chairman for thirteen
years. His energy was crucial to the growth of the MHG as an archive and a
research unit with the Department ot History.

Keith Matthews leaves behind him an important body of published work in
both Newioundland and maritime history. But he leaves something perhaps even
more important as well: a group of scholars all over the world who benefitted from
his guidance and example. Although his work was not completed, Keith Matthews
left a solid foundation upon which others can build. He will be missed but never
forgotten.

LR.F.
G.E.P.
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PREFACE

This is the sixth and final volume of papers stemming from the annual workshops
of the Atlantic Canada Shipping Project. Having examined such diverse topics as
shipping entrepreneurs, maritime labor, the regional context, and world tradesin
previous volumes, this collection is concerned with trying to understand the forces
which influenced the major fleets plying the North Atlantic in the last half of the
nineteenth century. Participants were requested to focus on the ways in which
entrepreneurs and governments reacted toward North Atlantic Shipping in an
age of unprecedented growth and change. In addition, the workshop attempted to
examine the various ways in which nations succeeded or failed in making the
transition from sail to steam.

Eric Sager and Gerry Panting bring together some of the principal
conclusions of the Atlantic Canada Shipping Project in their paper on the eastern
Canadian fleets. Jeff Safford provides both an historiographic and analytic
account of the decline of the American merchant marine. Sarah Palmerin contrast
examines the nation which most successfully made the transition: the United
Kingdom. Helge Nordvik details another success story in his paper on thefleets of
Scandinavia. Walter Kresse examines the incredible rise of the German merchant
marine in the years preceeding World War I. Finally, Knick Harley places the
period of flux in the framework of economic theory.

From this collection of essays a picture of diverse responses and strategies
emerges. Shipowners and governments acted in different ways to try to acheive
their goals, and it remains unclear just why some nations succeeded while others
failed. Although some conclusions are possible, what emerges from the
discussions are more questions than answers. Perhaps thisisthe way it should be;
certainly readers of the papers will be able to see more clearly than before the
possible directions for future research.

It was thistheme of future research directions thatformed the basis for many of
the remarks by Robin Craig in his conference summary. Adverse circumstances
prevented him from revising his comments for publication, but all of the
participants recognize the immense contribution that he made to the workshop.In
place of his concluding remarks, Panting has prepared a summary of the
conference.

We also wish to acknowledge the assistance of our colleagues in the Maritime
History Group, especially Heather Wareham, Terry Bishop, Ivy Dodge, Rose
Slaney, Lorraine Rogers, and Paula Marshall. To James A. Tague, we wish to
extend warm thanks for his unstinting aid in laying out the volume, thereby
lightening the load of the editors. Sandy Barry and her colleagues once again
performed yeoman service in converting the typescript into print. Kevin Tobin
handled our requests for graphics in his usual professional manner. The Social
Sciences and Humanities Research Council of Canada and Memorial University
of Newfoundland provided the funds for this conference and for the publication
of these proceedings.

Our debt to the late Keith Matthews is expressed in the dedication of this
volume.

Lewis R. Fischer
Gerald E. Panting

St. John's, August 1984
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STAPLE ECONOMIES AND THE RISE AND DECLINE OF THE
SHIPPING INDUSTRY IN ATLANTIC CANADA, 1820-1914"*

Eric W. Sager
Gerry Panting

The Atlantic colonies of British North America were classic staple-producing
regions for most of the nineteenth century: the peoples of these colonies depended
overwhelmingly upon the production and export of unfinished or semi-processed
natural resources. Prominent among the industries which grew directly from the
staple economy was one large manutfacturing industry — shipbuilding —and one
very large service industry — shipping. In terms of total outputthe two branches of
the marine transportation sector were by no means insignificant when compared
to the staple industries of the region. Although the precise contribution of these
industries to Gross Regional Product remains in doubt, we do possess some
measures of their importance. In New Brunswick, shipbuilding output was over
half of the value of all timber exports between 1825 and 1879.1 If the total value of
exports is used as a surrogate for staple output (since most resource products were
exported). then gross output from shipbuilding was no less than twenty-seven
percent as valuable as the output of staple industries in Nova Scotia and New
Brunswick between 1825 and 1879.2 Outputin shipping is much more difficult to
estimate, butatits peak gross revenues from the New Brunswick shipping industry
were probably not less than forty percent of the gross value of all staples exported
from the province3. Between 1820 and 1914 shipowners in Nova Scotia and New
Brunswick invested in more than four million tons of new shipping, which may
have represented an investment of about 150 million dollars.4 By the late 1870s
shipowners in these two provinces owned two-thirds of Canada’s total shipping
capacity, and they were largely responsible for creating what was, however
briefly, the fourth largest shipping industry in the world (the countries having
greater tonnage on registry were Britain, the United States and Norway).5 Our
principal theme is the rise and decline of this important industry, and its
relationship to the other sectors of the staple economies from which shipping
emerged.

Those of us who grapple with this industry have never been unaware of the
magnitude of our task. We have been told that we must understand the ships
themselves — their construction, their operation and their labour force — since
these vessels were not mere statistical abstractions moving across a cliometric sea.
Others have suggested that we know too little about the shipowners, who were not
statistical abstractions either but men who lived in particular communities and
made investment decisions from the perspective of those communities. From the
direction of Canadian history come those who argue fora more extensive analysis
of the economic and business history of the Maritimes as only in the context of this
history may the rise and decline of the shipping industry be understood. Indeed,



without a more thorough analysis of that context a study of the shipping industry
may be premature.® To this there is the contrasting reply from maritime historians:
the Canadian shippingindustry competed in aninternational marketforshipping
services. The market itself, and the deployment of Canadian ships within it, must
be analyzed and understood thoroughly, fortheinternational market was perforce
the context in which Canadian shipowners had to make decisions. Beyond this
debate lies the dual challenge of Douglass North: this shipping industry, and the
economy of which it was part, must be set within the wider body of economic
theory which guides purposeful discussion of economic history; at the same time
there must be a popular history of our shipping industry, for the story of these
ships is too important to be told to economic historians alone.?

This essay will take issue with none of these comments, since all have merit.
Instead we offer a few hypotheses about the rise and decline of the shipping
industry in both its landward and its seaward contexts. Neither context takes
priority, since the shipowner lived and worked simultaneously in both worlds.
Ships were factors of production in a service industry whose markets lay both
within and beyond the colonies of British North America. The vessel owned in
Saint John which sailed from Rangoon to Singapore was operating within both an
international market and the New Brunswick economy. The shipowner in
Yarmouth calculated his opportunity costs with reference to anticipated returnsin
an international market as well as to potential returns in alternative industries in
Nova Scotia, and his decisions were influenced by experience of more than one
industry, since he was never merely a shipowner. Neither was he merely a
businessman, of course, and in his pursuit of opportunity costs non-rational
influences are likely to be present. Betore any such influences can be isolated,
however, the economic environment in which shipowners operated must be
defined as precisely as possible, for it was this environment which 1mp1nged most
immediately upon the decisions of shipowning entrepreneurs.

The environment in which our shipping industry arose was that of a pre-
industrial society and the decline of shipping occurred during the stage of
transition to industrialization. These coincidences were critical factors in the rise
and decline of shipowning in Atlantic Canada. The shippingindustry grew, first of
all, as a linkage from particular staple industriesin a society unusually dependent
upon staple exports. There can be little doubt that.the region was highly
dependent upon staples. Unfortunately we cannot measure the importance of
staple exports relative to total output in the first half of the century, since estimates
of total output do not exist. Some notion of the importance of exports comes,
however, from a comparison of exports with total population. By this measure
Newfoundland presents an extreme case of export dependence, for by the 1820s
annual per capita exports were above thirteen pounds sterling.8 In the same
decade exports per capita in New Brunswick and Nova Scotia, although much
lower, were still relatively high (approximately 4.8 pounds per capita in New
Brunswick and 5.1 pounds per capita in Nova Scotia). At the same time, exports
per capita in the United States were about $6.83 (about 1.4 pounds sterling) and in
Britain domestic exports per capita were only 2.8 pounds sterling.® Of course an
unusually large proportion of exports from the Maritime colonies consisted of
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unprocessed natural resources, particularly timber in the case of New Brunswick;
and fish, timber and agricultural productsinthe case of Nova Scotia. Dependence
upon this narrow range of exports persisted for most of the century. In the five
years immediately preceding Confederation, timber accounted for seventy
percent of the value of New Brunswick’'s exports; in the same years, fish products
accounted for forty percent of Nova Scotian exports (agriculture accounted for
another seventeen percent and timber for eleven percent).l© Both colonies
depended upon imports for a large proportion of their foodstutts and
manufactures.

In recent decades a considerable literature has appeared which attempts to
develop a theoretical framework to account for economic growth in such staple-
producing economies.!! The point of departure was the staple approach of W.A.
Mackintosh and Harold Innis, and the result was “‘export-base theory.” The
purpose of the theoretical approach was to link the performance of export staples
to aggregate economic growth within a region. By focusing upon the production
function for staples one could predict the path of economic growth and
diversification around the export base. Linkages from the staple base included
backward linkages (whereby the factor requirements of the staple industry
stimulate demand which induces growth in other local industries); forward
linkages (whereby the output of a staple industry stimulates the growth of
industries requiring this product as an input); and final demand linkages
(whereby the growth of the export sector, by raising localincome and expenditure,
can expand the domestic market forlocally-produced goods). Itis ditficult to know
how much this approach can tell us about eastern British North America, since
very few attempts have been made to apply the theory in this context.12 It is no
surprise to find that Nova Scotia and New Brunswick experienced export-led
growth until the middle of the nineteenth century at least; thereafter we simply do
not know whether these economies present examples of export-led growth or
export-led decline, and as Douglass North has suggested, we may have arrived at
the end of what export-base theory can tell us.13 Nevertheless, the terminology of
export-base theory is appropriate, since shipping and shipbuilding were types of
linkages from the developing export base, and the notion of linkages can therefore
help us to understand the rise of our shipping industry. Whether these industries
were themselves growth-inducing, and whether they produced beneficial
linkages, is a complex question which cannot be answered here, although it is
worth noting that sixteen years ago Peter McClelland wrote a very important
doctoral thesis in which he argued that shipping and shipbuilding generated few
growth-inducing linkages or beneficial external effects.14

The most obvious linkage between staples and maritime transportation
occurred between the timber industry and shipbuilding. Shipbuilding was a
forward linkage stimulated by the plentiful supply of the necessary building
material, and also by the growing demand for shipping capacity on Atlantictrade
routes. Although the depletion of timber stands in New Brunswick may have
increased the costs of supplying timber to local shipyards by the time of
Confederation, building costs do not appear to have risen substantially, and in



this respect, local shipbuilding possessed an important comparative advantage.
Shipbuilding became a major growth sector within the economies of Prince
Edward Island, New Brunswick and Nova Scotia (annual growth rates of tonnage
built between 1825 and Confederation were 4.3 percent for Prince Edward Island,
3.9 percent for New Brunswick, and 4.1 percentfor Nova Scotia).15 Shipbuildersin
the region benefitted by the growth of two rapidly expanding markets for ships, a
local one in eastern British North America, and an external one, principally in
Britain. Vessels frequently found their way into both markets, first carrying timber
from the Maritimes to Britain on one ormore voyages, and then being sold through
a British shipbroker. The shipbuilder who operated a vessel in this manner yielded
two returns; one from the freights received in carrying timber, and another from
the sale of the vessel itself. According to New Brunswick’'s Controller of Customs,
the freight returns from a single passage with timber could be as much as eight to
ten percent of the sale price of the vessel.l1®6 The net protits received by the
shipbuilder or shipowner from these two activities is unclear, and the size of the
return has been questioned; but certainly the tonnage involved and gross sales
were substantial. Richard Rice has estimated that between fifty-one and sixty-nine
percent of the entire shipbuilding output of British North America was sold in the
British market between 1809 and 1864.17 Confirmation of histindings is provided
by the data in Table 1, which offers estimates of the volume of newly-registered
tonnage in major Maritimes ports sold in various markets. Vessels transferred
directly to Britain under Governor-General's pass are not included, but most
vessels were registered in the Maritimes before being transferred. The substantial
and growing importance of the British market before the 1860s is clear enough.
Whatever the profits earned in shipbuilding, the gross returns from this
manufacturing industry were very substantial. Exports of ships were not entered
into the official trade returns (although most of the imported materials used in ship
construction were so entered); if they were entered, New Brunswick exports would
be inflated by about nineteen percent in the 1820s, twenty-one percent in the
1830s, thirty-two percent in the 1840s, and forty-one percent in the 1850s.18
Exports of ships from P.E.I. turned a negative trade balance positive in most years
between 1830 and 1870.1° The returns to factors employed in shipbuilding and
the effect of the industry upon regional income levels remain problematic,
although McClelland’s evidence for 1870 suggests that wider economic benefits
should not be exaggerated.2° Nevertheless it is important to note that the export-

led economy could generate a very large manufacturing industry from the
available resource base.

The ideas discussed above hardly exhaust the stimulus given by the timber
industry to the region’s marine transport industries. Although shipbuilders
appeared content with the short-term earnings from a rapid sale of their products,
the importance of freight earnings in the timber trade should not be discounted.
Timber stimulated a substantial demand for carrying capacity, and a growing
proportion of that demand was met by New Brunswick vessels. Over the four
decades prior to Confederation, shipowning in New Brunswick (and elsewhere in
the Maritimes) grew even more rapidly than did shipbuilding. The growing
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TABLE 1

TONNAGE TRANSFERRED BY PLACE AND DECADE OF REGISTRY (SEVEN PORTS)*

Transfers Transters Other Sold Total Tons Tons Tons
to BN.A. to UK./Ire. Transters Foreign Sold Sold as Sold as
Outside % ofall % of
B.N.A. New Tonsin
Tons Service**
% of % of % of % of
Tons all New Tons all New Tons all New Tons all New
Tons ’ Tons Tons Tons
1820-9 22,329 11.1% 105,697 52.6% 5,026 2.5% 9,210 46% 119,933 59.7% 11.3%
1830-9 35,938 11.1 182,322 56.7 4,217 2.2 1,078 0.3 190,617 59.2 13.2
1840-9 64,631 119 339,844 62.3 3,972 0.7 5813 1.1 349,629 64.1 16.0
1850-9 56,289 1.3 500,802 65.1 7,850 1.0 17,733 e 528,385 684 17.8
1860-9 49,578 6.0 300,741 36.3 20,103 24 114,548 13.8 435,392 52.8 9.6
1870-9 34,555 4.5 141,609 18.3 6,184 0.8 185,014 239 332,807 43.0 8.2
1880-9 21,370 6.5 18,490 5.6 6,307 1.9 87,374 26.7 112,621 34.2 1.9
1890-9 6,280 5.4 11,837 10.3 7,094 6.1 24,145 209 43,076 37.3 1.4
1900-14 21,647 14.1 18,459 21.0 5,458 3.6 42,129 27.5 66,046 52.1 3.0
1820-1914 312,217 y i | 1,619,801 40.1 69,211 1.7 487,044 12.1 2,176,056 53.9 —

*Saint John, 1820-1914: Yarmouth, 1840-1914; Halifax, 1820-1914; Windsor, 1849-1914; Pictou, 1840-1914;
Miramichi, 1828-1914; Sydney, 1842-1889. '

**Annual average of total tons transferred as a % of annual average of tonnage on registry.

Source: B.T. 107/108 vessel registries.



proportion of vessels sold in the United Kingdom by the 1850s, reflected in Table
1, must not obscurethe growing importance of the local market for vessels. Even at
the peak of the export trade in ships, thirty-nine percent of tonnage was never
transferred outside British North America. From one decade to the next vessels
which were transferred remained on the local registry for longer periods, which
suggests that more vessels were being used by local shipowners before being
transferred. In Saint John, for instance, the fleet on registry grew at an annual rate
of 4.5 percent between 1830 and 1859. Even if vessels transferred within three
years are removed, the Saint John fleet still grew by 3.2 percent a year, which is
significantly faster than the rate of increase of 1.9 percent for total tonnage
clearing New Brunswick to the United Kingdom; and almost as fast as the 3.6
percent yearly increase in the constantdollar value of timber exports.2! Gradually
the timber trade was inducing some local entrepreneurs to operate vessels for the
expected freight revenues, and this was occurring before the great shipowning
boom ot the 1860s.

There can be little doubt that, in New Brunswick at least, the timber trade was
the principal stimulus to the growth of shipowning. The staple industry, timber,
generated a manufactured product which became an input in a service industry
vital to the staple tradeitself. Figure 1 suggests how closely the growth of shipping
in Saint John mirrored the pattern of growth in the value of timber exports and the
volume of tonnage clearing New Brunswick ports between 1825 and 1866.22 The
correlations between the three time series are very close: correlating tonnage on
registry with tonnage clearing New Brunswick in each year up to yields a
coefficient of +.92; correlating tonnage on registry with the value of timber exports
yields a coetficient of +.93. There is also a high correlation between either tonnage
clearing or timber values and new investment in shipping tonnage over the same
period; even annual changes in new investment in shipping were synchronized
quite closely with annual changes in the value of timber exports when shipping
investment is lagged by a year: up to 1856 the coefficientis+.61. After 1856 other
trades exerted a growing influence on the decisions of shipowners. There was a
direct causal link shown by these high correlations since the merchants who
shipped the timber were very often anticipating their own need for carrying
capacity and thus becoming shipowners, however briefly they may have owned
each vessel. No less than eighty-four percent of the consigners of timber cargoes
from Saint John in 1863 were owners of shipping registered in Saint John; and of
T.W. Acheson’s forty "Great Merchants'’ in mid-century Saint John, most of whom
were involved in the timber trade, twenty-nine were major shipowners and thirty-
seven owned ships.23 Many of the shipownersin SaintJohn entered shipping from
another direction as well. A large proportion were also shipbuilders, venturing
capital in the three closely linked and mutually sustaining industries, the export of
timber, the sale of vessels, and shipping.24

To the extent that short-term shipowners and shipbuilders were carrying their
own timber in their own hulls, they had a vested interest in keeping timber freight
charges to a minimum; indeed, freight charges might conceivably be written off
altogether in the interest of maintaining competitive timber prices. There is little



FIGURE 1
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doubt that by the 1850s, if not before, New Brunswick shipowners or shipbuilders
dominated this carrying trade; and if each vessel made two voyages a year, New
Brunswick ships could have accounted for the entire volume of cargo shipped to
Britain in each year. The local shipping industries must thereby have yielded a
substantial reciprocal benefit to the timber trade itselt. As McClelland has pointed
out, the price advantage enjoyed by New Brunswick timber in the British market
relative to Baltic timber was never merely the result of preferential tarriffs; it was
also the result of a significant differential in freight charges in favour of New
Brunswick, and a freight rate which declined at a rate of one percent a year
between 1815 and 1849.25 In these circumstances a distinct group of shipowners
with a vested interest in freight revenues was unlikely to emerge. Instead, the
timber trade spawned a unique type of shipowning staple exporter with a vested
interest in low freights, an entrepreneur who maximized the utility of his vessel by
shipping his own goods and then selling the vessel when the price was right. Here
was a situation which must have encouraged something morethan the "gambling
spirit’’ which McClelland attributes to the short-term shipowner, who was forced,
McClelland suggests, to accept whatever the wily English shipbroker might otfer.
This was a situation to encourage not only “"gambling’’ but also a scrupulous
calculation of marginal utility, for the shipowner always had the option of
deploying his vessel on a second or third passage while awaiting a better selling
price. There might come a time, of course, when the calculation would require
keeping the vessel for several years. That time came, for many staple shippers, in
the 1850s.

Lestthere beany doubt aboutthe importance of British North American export
trades for this shipping industry in the period of its growth, Table 2 shows the
distribution of passages between regions by vessels of four fleets. The data are
from the Board of Trade series 98 Crew Agreements, and the sample is large
enough to confirm the importance of British North America-United Kingdom
trades for these fleets. No less than fifty-three percent of all passages were from
British North America to Britain or Britain to British North America, and this is
likely to under-estimate the proportion on these routes. Seventy-seven percent of
all entrances into port, and the same proportion of tonnage entering, were
accounted for by British North America or United Kingdom ports. A third of all
passages either began or ended in Saint John, a port of particular importance to
the fleet of Yarmouth as well as the fleet of Saint John itself. Eastern United States
ports are conspicuously absent, relative to their later importance. In spite of this
concentration of shipping activity in British North American trades, there is
evidence of some diversification beyond that base as almost a third of all passages
neither started nor ended in British North American ports. The short-term
shipowner who did not wish to sell his vessel in Britain was clearly exploring other
options: of all departures from British ports, fifty-one percent were to places other
than Britain or British North America. Nevertheless it is clear that the trading
patterns of these vessels confirm our original hypothesis that shipping was a
service industry linked closely to its staple base in British North America.
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Shipping may have been a type of forward linkage from a rapidly growing
export base, but it was more than that. Table 2 does not include that majority of
vessels in Atlantic Canada designed for coastal trading or fishing. No less than
fifty-three percent of all vessels registered before 1914 in the seven major ports of
Nova Scotia and New Brunswick were schooners. Of all tonnage newly registered
in these ports twenty-four percent was accounted for by vessels of less than 250
tons each, and the proportion was much higher in the {first half of the century. It
would be higher still if the Newfoundland fleet were included. The role of these
coastal fleets within the staple economy is much more difficult to define than one
might imagine. Whether or not these fleets constitute forward or backward linkage
is problematic. Whatis certainis thatthey were a linkage since the growth of staple
industries and the growth of population depending on those industries created the
demand for such fleets. Newfoundland offers the most convenient approach to the
problem, since in Newfoundland there was only one port of registry and virtually
no deep-sea bulk carriers. To a large extent, shipping was a backward linkage in
Newifoundland. The staple industries, fishing and sealing, required notonly boats
but decked vessels as factors of production. The growth of the schooner {leet is
closely synchronized with the growth of fisheries output, and the cyclic
fluctuations in investment in schooners can be explained in large part as
responses to vessel productivity, measured crudely in terms of output per
schooner ton employed.?6 The seal fishery was particularly capital-intensive,
stimulating demand for even larger brigs and brigantines, and later for steamers.
The linkages from shipping and shipbuilding on the island were not of a kind to
stimulate growth in other industries apart from the felling and sawing of timber.
But the preoccupation of export-base theory with linkages beneficial to industrial
growth should not distract attention from the critical importance of shipping to the
growth of the staple economy itself. Without such vessels the export-base and
whatever growth it did generate would not have existed at all. The same vessels
performed another function vital to the "'traditional” economy. The scattering of
population around an extensive coastline created a demand for coastal shipping,
and so the same shipping which appeared as a factor of productioninthefisheries
also functioned as a service industry. It is no surprise to find an extremely high
correlation between schooner tonnage in service and the size of Newfoundland's
population.?2? Coastal shipping was therefore linked by its two functions to the
growth of the staple-based economy, and both the rise and decline of shipping in
Newfoundland can be explained by the rise and relative decline of the staples
which required inputs of shipping tonnage.

The Newfoundland model of staple-based growth in shipping can be applied,
with some qualifications, to the growth of coastal shipping in the Maritimes, and
particularly in Nova Scotia, where fish was also the principal staple. In this
discussion of coastal shipping we focus upon vessels registered in Halifax, forin
this port was registered the largest fleet of small vessels in the Maritimes. No less
than 46.5 percent of new tonnage registered in Halifax consisted of vessels of less
than 250 tons.28 [t is difficult to make a precise distinction between coastal and
ocean-going shipping, since coastal vessels increased in average size across the
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TABLE 2

PERCENTAGE DISTRIBUTION OF PASSAGES OF MAJOR FLEETS, 1846-1854*
(TOTAL PASSAGES: 388)

CLEARED Other Other
FROM St. John B.N.A. Liverpool U.K./Ire.

St. John 0.5 10.1 12.4
Other B.N.A. 1.0 1.5 1:5 11.3
Liverpool 5.2 3.1 0.8
Other UK./Ire. 1.5 2.3 0.25 1.5
Europe 0.5
East U.S.A. 1.8 1.5 1.0 1.8
U.S. Gulf 0.25 0.8 52 0.5
West Indies 0.25 0.25 0.5
South America 0.5 1.25
Africa 0.8
India 0.25
Unknown 0.5 0.5
Column
Total (No.) 38 38 101 121
% ot 388 9.8 98 26.0 31.2

Europe

1.0
0.25
0.8
0.25

0.25

7
1.8

PORTS ENTERED

East U.S. West South
US.A Gult Indies America Africa India Unknown
0.25 0.25 0.25
0.25
2.1 34 0258 025 0.25 0.5
2.6 1.5 0.5 0.25 0.5
0.25 0.5 0.25
1.0 0.25
0.5 0.5 0.25
0.25 0.28
025 0.25
0.5
25 28 9 9 5 3 4
6.4 1.2 2.3 2.3 1.3 0.8 1.0

*Voyages for four fleets are included: Saint John (n=225), Yarmouth (n=53), Halifax (n=47), and P.E.L

(n=63).

Source: B.T. 98 series "Crew Lists.””



century. To include only vessels below 250 tons is highly arbitrary, since many
vessels of this tonnage class sailed to South America and across the Atlantic. But
we may assume that these vessels were used mainly in coastal voyages along the
eastern seaboard of North America, and on passages to and from the West Indies.

Shipowners in Halifax did not venture into the timber trade as extensively as
did their contemporaries in Saint John or Yarmouth, and until the shipping boom
of the 1860s and 1870s they appearto haveshunned the deep-sea trades. Instead,
and here they were not unlike their contemporaries in Saint John, they invested in
shipping designed to serve the trades in which they were involved as merchant
exporters and wholesalers. Most of the major "'shipowners' in Halifax in the first
half of the century were merchants, earning revenues irom the export of fish and
other goods to the West Indies, and supplying outport communities with
commodities imported through Halifax.2°® Samuel Cunard began from such
origins, but was exceptional both for the size of his fleet and his early entry into
ocean trades. The timber available on the east coast of Nova Scotia was better
suited to the building of smaller vessels (when Halifax shipowners did invest in
larger vessels most of these came from shipyards on the Bay of Fundy), and here
the rapid transfer of vessels to British registry was much less common than it was
in New Brunswick or Prince Edward Island.3°

We know little about the trading patterns, output or productivity of coastal
vessels, since data on voyages by these vessels is scarce. Most of these vessels
were used in voyages to British colonies — which means primarily the colonies of
British North America and the West Indies. The total tonnage employed on these
routes grew slowly between 1826 and 1866, however (see Figure 2). In the late
1820s seventy-four percent of all tonnage clearing Nova Scotia cleared for British
colonies, but by the early 1860s only forty percent cleared on these routes.3!
Halifax-owned tonnage tracked very closely the slow growth of tonnage entering
and clearing for British colonies, and there seems to have been no desire by
Halifax shipowners to seize a larger share of the freights on these routes.
Shipowning in other Nova Scotian ports was expanding more rapidly, however,
and as Figure 2 suggests the Nova Scotian coastal fleet (coastal tonnage on
registry in Yarmouth, Pictou and Sydney as well as Halifax) was growing in close
parallel with all tonnage entering or clearing Nova Scotia. The correlation
coefficients in Table 3 suggest how closely the pattern of shirowning in Nova
Scotia, and particularly in Halifax, was synchronized with the growth of the
volumes and values of trade to and from the colony. Apart from the important
trades with Britain, virtually all exports and imports were carried on coastal or
West Indian routes. Given that the shipowners were also consigners of cargoeson
these routes, there can be little doubt that opportunities in these trades were the
major stimulus to shipowning in Halifax and elsewhere in Nova Scotia.
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FIGURE 2
NOVA SCOTIAN SHIPPING AND TONNAGE ENTERING
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