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CHAPTER I

INTRODUCTION

The period 1887 to 1894 saw the emergence of a new
permanent national dimencion to the relationship between
shipowners and ratings with the establishment of the lational
Amalgamated Sailors'! and Firemen's Union of Great Britain
and Ireland (N.A.S.F.U.) founded in 1887, end the Shipping
Federation Limited, first registered in 1890. Prior to this
the shipowner, as employer, and the seafarer, as employee
had undertaken their bargaining over wages and conditions of
work, either as individuals through the contract of employ-
ment or.Articles of Agreement signed at the beginning of a
voyage; or less frequently, through collective associations
such as local unions and shipowners' organisations.

Combination for the seafarer was more difficult than for
other industrial workers. In the first place, the law in the
form of the Merchant Shipping Acts precluded any form of
industrial action whilst the crew were under the Articles of
Agreement, and seafarers were explicitly excluded from the
provisions of the 1871 Trade Unicn Act and the 1875
Congpiracy and Protection of FProperty Act. The only time,
therefore, when a seafarer could legally take action against
his employer was after he had been released from his contract
of employment (Articles) and was, therefore, unemployed.

Even without these legsl constraints the establishment and
maintenfnece of trade union organisation at anything but a
local level was extremely difficult. The long sbsences at
sea, together with the high labour turnover which charact-
erised seafaring mititeted against continuity of policy and

P



organisation. Iurthermore, when organisations did exist,

the peripatetic nature of the labour force made communic-

ation, and hence unity of action, virtually impossible.
Thus even the local societies, where there was an inherent
comnunity of interest, were difficult to maintain.

This is not to say, however, that during the Cl9th,
shipping was without the intermittent development of trade
unionism as was witnessed by other industries. This usually
took the form of locally based combinations either as a
reaction to a fall in wages or in an effort to take advant-
age of the industry's good economic circumstances.(l) Although
the combinations invariably retained their local impetus,
there are examples of a more widely, often regional, feder-
ated orgenisation developing. The events of the early 1850's
epitomise this tradition. In 1851 there was agitation
against the new lMerchant Shipping Act linked with a demand
for increased wages. The only existing soéiety, the Seamen's
Loyal Standard Association, did not participate, but several
new local organisations sprang up, particularly on the North
East coast.(z) In the main these were local unions that

formed branches of a loose federation that may have had as

l. See for examples Aspinall A. Early English Trade Unions
Batchworth Fress (1949) p.9-18, 137-69, 192-211, 221-229
and 384-85, and Jones S. 'Community and Organisation -
¥arly Seamen's Trade Unionism on the North East Coast,
1768-1699* liaritime History Vol.3 No.l 1973

2, The Times Feb. 22nd, 1851 and Hodgson G.B. The Borouch of
south Shields, published by the author Newcastle-on-Tyne
(1903), p.45 and 46.

See also Appendix 1
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many as 30,000 members at its height.(3) However, once the
immediate issues had bheen resolved, these movements lost
their cohesion, which was only regained when similar circum-
stances recurred. There are examples of ports where the
community was particularly close knit or there was almost
total commit_ment to one type of trade where a nucleus of,
albeit inactive, union organisation remeined. This was true
of ports such as Sunderland and Hull, and perhaps to a lesser
extent Liverpool, where unions had an unucual degree of local
permanence, or where organications emerged simultaneously with
disputes suggesting the existence of dormant societies.(4)

The employers responded to this local and often issue
specific unionisation from the same local base but with a

greater or lesser degree of severity according to the state

of trade and the availability of labourSS)There was perhaps

3. Webb S. and B. The History of Trade Unionism 1666-1920
printed by auvthors (1920), p.405 footnote. Ior a similar
account see Wilson J.H. evidence to Royal Commission on
Labour, Group B Vol.l, C6708 (1892) para.dl79. Iilson
believed there were 30 branches. The Rules of North Shields
Seamens United Protection Society 1859 claims 1Y branches
and correspondence with the British iariners Association
of Liverpool.

4. Brown R. Waterfront Organisation in Hull 1870-1900 passim
University of Hull occasional papers in economic and
social history No.5 (1972). Taplin E.Liverpool Dockers
and Seamen 1870-1890 paseim University of ifull occasional
papers in sconomic and Social History No.6 (1974)

5. For example, during the strikes cn the North Bast coast
1853 and 1854, chipowners opencd their own shipping oifices
to supply non-union seamen. Peovnles Press Oct.22nd, 1853
The Times Nov.l7th,1853. Sece also Collection of Hand Bills
and Posters in South Shields Public Library Vol.l
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lese need for the shipovmers to combine even at this local
level since they were more powerful than the individual sea~
man and their nineteenth century capitalist ethos of individ-
ualism and competition militated against such action.
AlYernatively in some ports, there would be one major ship-
ovner who would act on behalf of the other emnloyers in the
port. Often such an arrangement encouraged the continued
existence of local unions with which the employer developed
a special relationshipf6)When the shipowners did feel the
need to act together, they often did so through an organis-
ation which already existed for other purposes such as
insurance. -

In some respects the formation of the N.A.S.F.U. and
the Shipping Federation can be seen as a continuation of
this traditioﬁa} response to short term economic circumst-
ances. However, an analysis of the period of their inception
and establishment, that is 1887 and 1894, does not in itselfl
explain their permanence, national character and degree of
united action which was unique in the experience of the
shipping industry. If the analysis is not limited to these
years, the problem arises as to where the line is drawn in

attempting to provide an‘explanation. This dilemmé has been
[

6. Such as in the cases of Lambton Shipping Co., Sunderland
and Thomas Vilson Son and Co., Hull.



more than adequately summed up by Professor Vals!

"When we begin to put dovn those antecedents of a
phenomenon which sufficed to bring it about it is
by no means plain what circunstances should be
included; every factor'we add czalls for the addition
of further co-operating factors, so that we are
threatened with having to say - -that the causes of
any historical event must be all the cvents which
preceded it. To produce a list of causes for any
given historical havpening which is at once
complete and limited is at the lowest estimate
a task of some difficulty."(7)

The resolution of this probiem has to be an individual, and
to some extent, an arbitrary one.

In making any such decision in the context of this research
cognisance must, of course, be taken of the fact that the
establishment of the N.A.S.F.U. and the Shipping Federation
wes influenced by, and indeed was an important part of the
history of the labour movement of the time, and in particular
New Unionism. However, the social and political events of
that period have been well docuwuented and the concern here
is to examine the specific experience of the shipping industry.
In this respect it is essential to take account of the fact‘
that the shipping industry did not undergo its ovn 'indust-
rial revolution' until the second half of the nineteenth
century, furthermore the economic climate in which it operated
was often dissimilar to other industries. The formation of
the N.A.S.F.U. and the Shipping Federation must, therefore,
be analysed as much in terms of the long run trends within
the industry as a manifestation of specific grievances at a

particular moment in time.

T. Walsh W.H. An Introduction to the rhilosophy of History
Hutchinson University Library London (1970), p.l9l




CHAPTER II

THE INDUSTRIAL CONTEXT

hipping industry was revolutionised during the
second half of the nineteenth century, the most fundemental
changes taking place during the two decades after 1870, with
the transition from sail o a predominance of steel/steanm
tonnage.

The transformation of the industry was a response to
the demands of the industrialisation of Europe and the open-
ing up of increasingly distant markets of the Americas,
Australasia and the Far East. The implications for the growth
of international trade were such that it has been calculated
to have expanded in value terms from £800m in 1850 to £3,900m
in 1899'%

In response to this demand, the world fleet, during the
period 1850 to 1890, more than doubled in net tonnage terms
with the United Kingdom continuing to retain between 30% and
40% of that total. Such growth necessitated the use of exist-
ing sail technology to its limits and also resulted in the
application of steel and steam to shipping.

_ This is illustrated in Table l‘together with the fact
that the growth of the U.K. fleet resulted in a 509: increase

in the employment of seafarers.

l. Imlah A.H. Economic Elements in Pax Britannica
Harverd University rfress Cambridge lass. (1956),p.189




TABLE II:1 PROGRESS OF UK AND

WORLD SHIPPING 1850-1830

WORLD 1 , U.K. SAIL U.K. STEAM
NET REG U'“A';‘O;AL NO.OF NET REG % OF NO.CF NET REG | % OF NC.CF
YEAR TONNAGE oF worrn | VESSELS TONNAGE WORLD VESSELS TONNAGE WORLD BRITISH
TOTAL el A‘Gé (000) (MILLIONS) | TONNAGE (000) (MILLIONS) | TONNAGE | SEAFARERS
(MILLIONS)
1850 9.03 39.47 24.8 3.40 40.9 1.2 0.17 23.0 152,553
1860 13.3 34.80 25.7 4.20 35.49 2.0 0.45 31.32 171,592
1870 16.8 33.94 03,2 4.57 32.44 3.2 1.1 - 41,93 195,962
1580 19.99 32.88 19.9 3.85 26.48 5.2 D 70 49.97 192,975
1890 22.26 35.83 14.2 2.93 24,43 7.4 5.04 49,20 236,108 (1)

(1) Including ‘Lascus'

Source:- Report of Select Committee on Merchant Shipping (53) 1860. Parl.Papers xiii
Parl.Papers 1899, Vol.ixiii
Parl.Papers 1901, Voleixviii
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The table also shows that the U.K. flect was going
through a transition from sail to steam technology, the
crucial two decades being between 1870 and 1890. The exact
nature and ranifications of this transition is a subject of
acadenic debate.(g) However, the growth is not evenly reflec-
ted in the different sectors of the industry. Tor example,
during the decade 1860 to 1870, U.XK. sailing tonnage reached
its absolute maximum of nearly ®m tons, a peak followed by
a long decline. Moreover, as a percentage of the world
sailing tonnage throughout the period, it was steadily cont-
racting.

On the other hand, steam, in tonnage terms, was approx-
imately doubling each decade, although it did not overtake
sail until 1882 in net tonnage terms, and 1885 in gross tonnage
terms, and it did not equal the peak of sail until 1890. By
the time Britain's percentage of world steam tonnage began
to stabilise in the 1880's it represented one half,

The principle of steam propulsion had, of course, been
established early in the nineteenth century, but to make it
economically viable as an alternative to sail, major technol-

ogical problems had to be overcome. Of fundamental importaence

2. BE.G.y Graham G.S. 'The Ascendancy of the Sailing Ship,
1850-85'. Eeconomic History Review Vol.ix (1956-7), Hughes J.R.{
& Reiter S, '"The FMirst 1945 British Steamships!',
The Journal of imerican Statistical Association 1iii (19 58) &
Harley C.n. '"The Shift from Sailing Ships 1o Steamships,
1885-1890: A Study in Technological Change and its
Diffusion' in Essays on a Hature neonomy: Britain after 1840
Id. licCloskey D.N. Harvard University rress (L971)




was the inefficiency of fuel consumption, in the early stages
of development for example, the coal bunkers utilised much
of the vessel's carrying capacity. This problem was not

/

adequately solved until the 1880's with the introduvction of

triple expansion qnd the high pressure boiler. Therefore,
throughout much of the second half of the Cl9th, whilet steam
ships were increasingly being used, they were restricted to
the shorter and subsidised routes with sail continuing to
rredominate over the longer distances and in the tramp trade.
Even where steam is stated as the motive power, none, except
for a few coasters built before the 1880's, were pure steamers)
they were rather combinations of sail and steam with steaa |
becoming increasingly the dominant motive power.

The adoption of metval ship construction, an important

feature of the industry in fhe second half of the ClLSth was

similarly sluggish. This was in part due to the need for a
totally new set of construction criteria but also to the
imperfections of the iron used. The lack of uniformity in
the quality of iron plates was not completely overcome until
the late 1850's, but the more persistent problem was that of
corrosion and the fouling of iron hulls. This not only
seriously reduced vessel sﬁeed and shortened life but it

(3)

created substantial direct, costs for cleaning and the like.

This was one of the main reasons for the production of

3. Ibid. Graham G.S.
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composition built{ vessels, that is having iron frames and a
wooden shell or skin, usually teak, coppered to further
prevent fouling, which was popular from 1860 to 1880.
Steamships were in the vanguard of the conversion of
the U.K. fleet to metal construction. Sail moved only slowly
into metal vessels, but took comparatively rapid advantage oxf
composition building.
The substitution of steel for iron was even more gradual.
The expense of steel construction was not compensated for by
an increase in deadweight capacity and hence higher freight
earning ability as was the conversion from wood to iron.
"As with wooden construction, limits were imposed on
the iron ships by the difficulties of rendering in
iron structures items of the reaquired strength and
weight beyond a certain size. Faced with this
problem, shipbuilders investigated the possibility
of using steel for constructing the hull, and the
first steel ship was built in 1858. But the steel
available at the time, Bessemer steel, lacked
uniformity of quality and was thus technically
unsuitable for shipbuilding. lMoreover it was six
times as expensive per ton as iron. For these
reasons steel was rarely used and between 1866
and 1876 only three small vessels were registered
at Lloyds as built of steel." (4)
Encouraged by the Admiralty, steel of a high quality and in
larger quantities began to be produced, and in 1877 Lloyds
introduced rules for construction, survey and rating of steel
vessels. The cost disparity between iron and steel was only

gradually eroded and the transfer was fairly slow,

4. Jones L. Shiphuilding in Britain:llainly between The Two
World Wars University of iales Press Cardiff (1957) p.22




TABLE II:2 SOME INDICATORS OF TECHNOLOGICAL CHANGE

IN UK FLEET SELECTED YEARS (1850-1895) (NET TONS)

SIZE OF VESSELS AVERAGE S
7 YEAR MOVING AVERAGE STZE
ALL VESSELS | IOTAL
YEAR METAL METAL s TONNAGE
ALL SATL | BUILT SAIL | ALL STEAM | BUILT STEAM STEAM
SUEZ CANAL
(1) (2) (3) (&) ey (8)
1850 | 138.27 508.32 145.94 387.17 % 4.7
(1855) (1855)
1860 | 169.24 550.98 236.66 391.56 & 9.7
1870 | 192.42 777.46 362.24 597.35 898 19.6
1875 | 196.01 982.55 457.73 679.86 1,345 31.6
1880 | 195.33 945.29 526.01 787.11 '1,509 41.4
1885 | 200.69 983.16 600.97 741.78 1,748 53.5
1890 | 214.77 1088.92 665.25 885.51 2,033 63.2
1895 | 223.02 501.54 726.95 932.7955 2,460 68.1

Sourcet= Columns 1 to 4: based on
Mitchell B.R. and Dean D,

Abstract eof British Historical
Statistics (1963) Cambridge University
Presse

Column S5: Kirkaldy A.W.

British Shipnings its History,
Organisation a&nd Importance

(1914) Appendix IV, Kegan Paul Trench

Trubner & Co,Ltd. i
Column 6: Dezkin B.M. and Seward T. "
Shipping Conferencess: A Study of l
+heir Origins, Develcpment and
Economic Practice, (1973) Cambridge
University Press. pe.lS
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The importance of the substitution of iron for steecl
lies in the potential it offered for the increase of vessel
size. Even as late as 1369, 83% of U.X. vessels were under
1,200 net tons, the modal groun (45%) were between 420 tons
and 1,200 tons. Of the remaining, 17% over 1200 net tons
only 1.2% were over 2,000 tons, with 0.30 over 4,000 tons.
(This was constituted by Brunels 'Great Zastern' of 18,914
net tons; in the present coﬁtext this must be looked upon as
a freak, her size was not surpassed until 1900.)

Table II:2 confirms the small average size of vessels.
The seven year moving average of vessel size shows sail over-
all to be confined to the smaller vessels. Nevertheless they
were involved in the technological change, since in the
category, '"metal builtj sail remained the larger average
vessel until after 1890. However, vessels in the category
"all steam" may be seen to be larger than those contained
in "all sail" and were expanding gradually throughout the
reriod. This table is only concerned with averages and does
not give an indication of ‘the differing rates of growth in
vessel size in various trades which would be difficult to
illustrate. Also, whilst the table does confirm the small
average size of vessels, it does include small coasters, home
trade and short sea vessels thus underestimating the increas-
ing size of vessels in the foreign going fleet, which in
tonnage terms would constitute in the region of 70% of the
total U.X, fleet. The underestimation is, to some extent,
rectified by column 5 which shows the average size of all
Vvessels passing through the Suez canal, which increased by
some 27% between 1870 and 1890, and approximately 70% of

these vessels were on the U.X. register.



PERCENTAGE OF WORLD SHIPPING CWNED BY MAJOR MARITIME NATICNS

AND TOTAL WORLD TONNAGE - 1850-1500
(MILLION TONS NET -~ SAIL AND STEAM)

COUNTRY 1850 1860 1870 1€80 1890
% % % % %
U.K. 39.47 34.80 33,94 32.88 35,83
v.s.A. 1) 17.55 19.15 9.04 6.76 4.25
(38.58) (39.51) (25.02) (20.38) (19.87)
GERMAN EMPIRE i - 5,85 5.91 6.43
FRANCE 7.61 7.49 6439 4.59 4.23
NORWAY 3.30 4.20 6.10 7.59 7.66
ITALY L o 6403 4.99 3,32
SWEDEN e 2 2.08 2,51 2,29
JAPAN - i = 0.20 0.63
WORLD'S TOTAL
NET MILLON 9,032 13, 295 16,765 19,991 22,265

(1) Bracket = Total U.S.A. tonnage - ocean, river and lake.

SOURCE:.. Progress of Merchant Shippinge.

Cd. 6180.

1912
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Whilst the U.X, was in the forefront of these technolog-
ical advances, it by no means had a monocpoly, operating as
it did in the international market which is peculiar to
shipping. This was an increasingly competitive market with
the growth of other fleets which were reflecting their own
econonmic development and taking advantage of the concomitant
increase in international seaborne trade. Table II:3 gives
an indication of the growth bf major maritime fleets in the
period 1850 to 1890 and also indicates the tremendous grqwth
in supply since international tommage increased nearly two and
a half times.

Britain's only serious rival was the U.S.A., who with its

lake and river tonnage surpassed that of Britain in the 1850's
and 1860's. However, the American Civil War marked the end
of United States aspirationé, because what capital was avail-
able was being used for opening up the interior. In any
event, the underdeveloped and high cost nature of her engin-
ecering and metal industries inhibited benefit from the tech-
nological innovations.(S)

The later decades of the century witnessed the emergence
of competitors with immense potential, such as Norway and
Germany. In a general examination, their totals are insig-
nificant compared to that of the U.K., but as competitors in
particular trades they were of major importance. Some measure
of the growing rivalry in respect of steam tonnage can be

Seen in Table II:4.

5. See ibid., p.7
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TABLE IT:4

THE PROPORTION OF BRITISH STEAM TONNAGE ENTERED AND CLEARED (with cargoes/in ballast

FOREIGN TRADE COF PRINCIPAL MARITIME COUNTRIES, ERITISH COLONIES AND THE U.K,

COUNTRY 186C 1870 1875 1880 1885 1830 1855 | DPEAK
% % % % % % % YEAR
NORWAY 53.0 27.0 26.6 22.6 21.4 19.2 | 1870
SWEDEN 18,5 23.3  27.1 27.8 27.2 | 1890
DENMARK 16.3 17.9 13.7 13.8 | 1885
GERMANY 49.2 39.2 38.3 41.1 | 1880
HOLLAND 68,1 77.9 71,2 6l.6 56,7 55.0 55.5 | 1870
BELGIUM 68.6 78.9 74.0 65.8 61.6 53.4 51.3 | 1870
PORTUGAL 8649 75.8 72,5 65.8 5647 55.6 | 1870
SPATN 34,9 32.6 | 1890
ITALY 3640 41,0 43,3 53.6 55.9 46.7 | 1890
UsSedse 47,1 53,2 €6.7 60.2 59.0 56.1 | 1880
CHILE 79.8 89.7 47.1 41.3 48.0 | 1880
ARGENTINE 44.2 28,8 45.6 29,3 | 1880)
1890)

BRITISH AND COLONIAL TONNAGE
DOMINION OF CANADA 6le3 B1s0 5361 57,5 1680
NEWFOUNDLAND 80.7 99.6 96.4 96.0° | 1890
CAPE OF GOOD HOPE 98,4 96.4 96,6 1890
VAL 99,9 99,9 95.9 | 1890
NEW ZEALAND 88,0 93.4 | 1895
BRITISH INDIA 92.6 87.0 89.9 B86.8 | 1880
U.K. 84,3 88,5 833 83,2 ' .80.41%.79:5" 1 T8s1:¢'| ‘1870

ALL BRITISH SHIPPING

as % SUEZ CANAL TRAFFIC 74,16  79.33 76,77 77.37 71.76 (iggg)

v 1896

SOURCE:=- Parliamentary Papers 1899 LXXXVII, 1907 Vol.LiXV, 1913 Vol.LX
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In virtually all major maritime couantries! trade, incl-
uding that of the U.K,, the British steam fleet participation
reached its zenith before 1890. This is particularly so
where nations were busily engaged in building up their own
fleets, the obvious example being Norway. All the industr-

ialising nations included in the table seem to combine this

with some maritime ambition to the detriment of U.K. steanm
tonnage.

In some trades there ié'éfidence of extremely rigorous
competition causing a substantial and swift contraction in
U.K. participation. Chile is the obvious example, and to a
lesser extent the Argentine, the figure given for the latter'
in 1890 is a non-representative exception.

The trades in which U.K. activity did not suffer quite
so severely were those of the Empire, and here the majority
are firmly in U.K. bottoms, with a peak in the 1890's. The
followingvcontraction was gradual and marginal, apart from
British India and Newfoundland, and remarkably the U.K. her-
self, where the peak was considerably earlier. This group
contains the single example of continued expansion, that of
New Zealand.

The final column indicates the use British tonnage, as
a whole, made of the Suez Canal. The vast majority here was
steam, due to the navigation problems of sail. In many
respects, this column can be said to mirror the competition
eXperienceJin most trades, the‘peak being reached in 1881,

Although a strong challenge was developing towards the
end of the century, Britain was able to maintain her maritime

supremacy. She was able to do this in the main by taking
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advantage, indeed being in the vanguard, of the steam/steel
technology, but also by being prevared to respond to the
expansion and diversification of international trade. For
the individual shipowner, however, it was the specific effect
of foreign competition, often very serious in particular
trades, that would have been most important.

The technological advances and growth of foreign comp-
etition in the second half of the C19th had a profound impact
on both the shipowners and seafarer in both influencing

their actions and redefining.their relationships.



CHAPTER IIT

THI SHIPOWNER

The transformation of world shipping and the fact that
the international position of the U.XK. {leet was increasingly
being called into qﬁestion during the last quarier orf the
Cloth necessitated considerable adaptation on the part of
the British shipowmer. Adaﬁtation which, of course, inter-
acted with, as well as resulted from, the changes the industry
was undergoing. However, to see the actions of the shipovwners
in this period merely in the context of increasing internat-
ional competition is too simplistic since it masks many of
the problems which the individual owner had to face. The
dynamics of change intensified competition within the national
fleet, thus undermining the community of interest of those
engaged in the maritime industry, and making consideration
of the level of investment, the control of variable costs and
reaction to long and short term economic trends vital manage-
ment decisions.

Perhaps the most obvious example and progenitor of both
international and national competition was the development
of steam as a commercially viable motive power in shipping.
This meant that sail was increasingly placed in a vulnerable
competitive position. The advantages of steam strengthened
the already existing movement towards speciélisation and

(2)

away from the general purpose tramp.(l) The liner company

l. e.g., generally a dry cargo 'tween deck vessel, which is
provided on time or voyage charter for the carriage of
bulk cargo, not confined to one particular trade or route.

2. e.g., companies with ships providing regulzr scheduled
service between a number of ports available Ifor the trans-
vortation of parcelis of carge and/or passengers and mail.

S
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vrospered with the advent of steam, although first estab-
lished under sail when the dey of first sailing was
stipulated, steam propulsion gave greater regularity for
it became possible to establish a regular itinerary of
arrival and departure all along the route.

The‘creation and provision of such scrvices required
not only high class tonnage, but substantial shore establish-
ments capable of servicing and marshalling heterogeneous
cargoes. Therefore, to the increased capital investment
was added the organisational needs of the liner companies,
demanding larger amounts of capital than that required by
the general purpose tramp, especially undexr sail, and also
of a different quality directed to lbng term, rather than
to speculative, investment, aimed at procuring a steady
regular dividend.

An important reason for the availability of adequate
capital for the changing technology and restructuring of
the fleet was the concurrent emergence of a more diverse

(3)

and, in some,cases, new type of ownership.

3. See Neal F. 'Liverpool sShipping xn the garly Nineteenth
Century' in Liverpnool and lierseyside. ed. Harris J.R.
Frank Cass and Co.Ltd., wondon (1969), p.l61-162 |
and Paget-Tomlinson B.W. The History of the Bibby Line
Bibby Line Ltd., Liverpool (1969)
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By the 1860's there existed a continuum of types of
ownership, with the owner/operator, who in some trades

(4)

lasted until the end of the century at one end, and the
massive companies which became household words, such as
P & 0 at the other. In between there were a range of Tamily
firms and small partnerships. But increasingly, the larger
operating groups with names such as Alfred Jones, Owen
Phillips, Thomas Ismay, the-Booths, Bibbys, Brocklebanks
and Ellermans, must be seen as dynastic rather than simply
family concerns.

With the development of a modern organisational and
industrial structure, what had criginally appeared to be
the paramount difference between steam and sail became much
less significant with the general acceptance of the inevitable
demise of the latter. The major divisions lay in the amount
of capital employed, the most obvious being that between
liner and tramp companies, but within these broad groupings
further sub-divisions were becoming increasingly important.
At the apex of this capital structure stood the large liner
companies, usuz2lly concentrating on passenger transportation.
These were among the first to reject the traditional methods'
of financing and were busily transforming themselves, often
through amalgamations, into oligopolies, typical more of the

C20th than the late Cl9th. Commenting on this process, Dyos

4. See Villiers A. 'Evidence from the Logs' in

3 o

Problems of Shivpe lManagement and Overation 1870-1900
N 2 Maritii ius N il grapil .

National varitime .Lusewn ilonograph No.5 London (1972)




and Aldcroft state :

"But as the size and capital cost of shipe increased
such primitive forms of orgenisation eventually
became obsolete. The advantage to be derived fron
incorporation encouraged many concerns to convert

their businesses into limited liability comnanies

from the 1360s onwards. This was particularly true
of the liner companies who were =nxious to secure
more money for expansion. Ry 1885, 12 conparies
with a tot2l loan and share capit2l of £15 million
controlled about one third of the total steam

tonnage of the United Kingdom." (5)

This national experience is confirmed by developments

in a2 major port,

"In 1870 the ten principal shipping companies in
Liverpool had an employed as distinct from nominal
capital of £3.5 million. By 1875 this had increased
to £4.8 million and by 1880 to £5.6 million." (6)

Below the giants lay the medium or small liner companies
whose business was concentrated on the movenment of parcels
of cargo entailing less capital commitment, althousgh it was
by no means insignificant. The employed capital of six of
these medium sized companies sailing from Liverpool expanded
from £1.45 million in 1870 +to £14.38 million in 1914. These
figures are at current prices.

"If a constant price indexz is applied, capital growth
shows a ninefold increase; if also this inerease is
given the additional support of a fivefold growth in
tonnage, a trebling of imports, and a quadrupling of
exports, by value, one can judge this achievement,

largely self-financed, as dynamic and highly profit-
able." (7)

5+ Dyos H.J. and Aldcroft D.H. British Transport: An Econonic
Survey from the Seventeenth Century to the Twentieth.
Leicester University Press. Leicester (1969) p.264

6. Hyde F.E., Liverpool and the lMersey: An Iconomic History
of a Port 1700-1970 David and Charles Newton Abbot (L1971)
P.03

T. Ibid. takenfrom table p.ll4
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Tramps represented a wide spectrum of capital involve-
ment. By the 1880's the general purpose tramp saction
contained virtually all the sailing tonnage in the U.X. fleet,
and much of the older steam tonnage. But serious inroads
were being made into their trade with the appearance of
steam tonnage built for a specific and often limited function,

(8)

such as the conveyance of oil, timber, ore, cattle on the

hoof and frozen meat from the Southern Hemisphere, which

began in 1880 and by 1893 had grovn to nearly 4 million.
carcasses annually.(g) Developments of this kind were confined
to the bigger tramp ovning companies, for it necessitated
large capital commitment to specialised and limited trading.-
At the other end of the tramp section lay the one ship
company owned by a single individual; these were often master
owned vessels, usually sall or obsolete steam tonnage, comp-
letely depreciated and operating on a shoestring, but, like
all tramp owners, eager to compete in any and all possible
trades.

There is not, as yet, a statistical break down of the
flect into these categories for this period of the ClSth.
The first was produced by Isserlis for 1914, on which the

following table is based.

8. Iloyds Register of Shinping 1911  Tondon(1911), Recoxrds
282 bulk oil carriers of which 48 were sailing vessels.

9. Kirkaldy A.W. British Shipping: Its -1otory, Organisation
and Importance, Kegan,raul, Trench, cfrubner and Co Ltd.
London (19147"Appendix III.




TABLE IIX:1 PERCENTAGE COF TYPES OF TONNAGE IN U.K. FOREIGN GOING FLEET IN 1914 (JUNE)

(EXCLUDING TRADE BETWEEN ELBE AND BREST LIMITS)

(Cc)
(A) (B) MIXED TOTAL % OF TOTAL
TRADE TYPES (1) (2) CARGO | PASSENGER | CARGO & TRAMPS & TOTAL TOTAL IN OF ALL U.K.
~ TRAMPS |TANKERS | LINERS | LINERS PASSENGER TANKERS LINERS REAL TERMS | TRADES AND
LINERS (1&2) Cols | (A&B&C) Cols TONNAGE
NUMBER OF VESSELS | 32.90 4.28 | 40.36 1.70 20.64 37,28 62.70 2,465 71.44
NET TONNAGE 24.21 4,50 37.51 570 28.05 28.71 71426 7«35 93.13
(million)
GROSS TONNAGE 24.01 4.40 .| 36.77 6.32 28.46 28.41 71.55 11.8 92,23
(millicon)
ESTIMATES BASED ON:~ ISSERLIS L. Tramp Shipping Cargo and Freights. Royal Statistical Society. Vol.C.l. May, 1938

- €Z e
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It is difficult to acsess how far the nrocess of

-

.1

sectionalisation had proceeded over the rrevious three
decades; possibly the liner sections had expanded at the
expense of the tramp section in percentage terms.(lo)
Nevertheless it is certainly true that the last quarter of
the nineteenth century saw the decline or the ‘traditional’
homogeneity of the patterns of U.K. ship owvmership.
This restructuring of fhe U.X. industry was taking

place against a background of increasing international
competition which emphasised the problems faced by the ind-
ividual shipowner. In addition to which he had to be more
gsensitive to world trends because of the improved methods

of communication due to the expansion of the cable and vostal
services. The effects of the increasingly competitive market
may be traced in the growing instability of the freight rates.
Freight rates are, of course, the price of shivnping services
which are created in an international competitive market
where demand and supply interact. In periods of ah excess

of supply in relation to derived demand for the service , all

10. N.B. Many pre-war and post 1914-18 war writers estimate
the size of tramp fleet substantially higher i.e.,
"tramp vessels constituted some 60% of the total tonnage

of clfl:x.pm.n'r vnder the British flag prior to the war ...

James C.S. Cyclical Fluctuations in the Shipping and
Shipbuilding Industries. University of rennsylv“nla
Tress. rhiiadeipniz (1927) pe33
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other things being equal, price,(freight rates,)will contract:

similarly when there is an excess demand, freights will rise.
The violently fluctuating rates experienced by ship-

owners in the last quarter of the Cl9th were in fact, part

of a long run trend of falling freights. Analysing rate

movements for the period following Waterloo, North estimates
"from 1815 to the end of the first decade of +the
C20th freight rates declined. Actually this
decline was interrupted after the middle of the
century, so that there were really two periods
of decline, 1815 to 1851, and 1870 %o 1373
(various turning detes on different routes) to
1508 to 1509." (11)

For the shipowner, the early 1870's boom, associated
with the opening of the Suez Canal and the Franco-German War,
marked the end of a period of comparatively stable freight
rates and the beginning of a long term cyclical decline. A
decline broken only by short cycle booms, whose peaks never
reached the height of their predecessors.

Freight rates are the most easily available indicators
of the level of shipping prosperity. . Graph III:1l gives
various estimates of the freight index during the period.

These indices use different base years, but this detracts
little from the general impression and similarity of trends.
The Hobson index prior to 1884 relies heavily on tramp freights
in particular the coal freight outwardy it has heen criticised

-~ . e : * 2 S 4 (12)
for using only a small nunber of cuotations of inward freights.

1l. North D. 'Ocean Treight Rates and Zconomic Developnment
1750-1913"' Journal of Hconomic History Vol.l8. 1958 p.542

12, Ceircross A.K. Home and Foreism Investment 1870-1919
Cambridge University rresc. (L953) 1.175
Hobson C.X. The BExnort of Capital. Constable. London
(1914) Chapter VIIi.

University

Library
Hul!
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From 1834 onwards it is based on the Board of Trade index
built on data collected in 19043 it includes liner freights,
this differs only marginally from the index produced by
H.ALV, Angicr.(13) This latter index represents a weighted.
average of freights for the whole year;as a result they do
not give a complete picture of those years in which freights
were very active. Isserlis tramp rates are based on a
fairly narrow unvieighted avérage chain index.(l4) A1l the
above had the problem of giving equal weight to inward and
outward freights; this creates a bias since coal freights
are such a massive influence outward, particularly in a
period of expanding coal exports.

Cairncross used Angiers' index but doubled inward
freights and took some cognisance of liner rates. Thus the
best indicator appears to be that given by Cairncross.(lS)

All the indices indicate a long run decline in rates
from their peak in the early 1870's. One author asserts,
"Freight rates were extraordinarily high in 1873 and distort

n(16)

the index. The boom collapsed in 1873-=74; it had over-

13. Angiers E.A.V. '"Tifty Years of Freights 1869-1919!
Fairplay London (1920)

14, Isserlis L. 'Tramp Shipping Cargoes and Freights'
Journal of the Royal Statistical Society, ci, (1938)

15. Cairncross A.K. op cit‘

16. Saul S.B. The liyth of the Great Depression

Studies in Kconomic and Soclal History. Macmillan FPress Ltd,

(1576) p.22
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reached itself with a huge outvut of tonnage ordered and
constructed, flooding onto the market. D, ilarx sees tais
slunp as vital in understanding the modern economic history
of shipning, for it is here that the oversupply of tonnage
(17)

which has characterised the freight market since begins,
E

Rates remained low until some stability returned in the late

1870s, assisted by the Russo-Turkish war. This stability

lasted until 1880-81, when rates began to contract seriously.
A depression of considerable depth developed in the mid 1880s
reaching its nadir in 1886 and early 1887. This was followed
by the freight rates rising unexpectedly and by August 1383,
the view was

"The revival in freights, which commenced in the

second half of last year has at length reached a

stage where fair profits are realisable, and where

hopes of still further improvement are warranted.'"(18)
The peak was reached in 1889, This substantial rise in
freights induced an expansion in shipbuilding, the increase

in supply and a slowing down in the growth of business

activity brought the inevitable fall in 1890. A decline

which continued with only minor interruption until the

late 1890s. The Board of Trade, commenting on the index

17. Marx D. International Shipping Cartels.: A Study of
Industrial. Self—-Repulation by sShinrine Conferences.
Greenwood FPress Publishers. hew vori (1953) pesl

18. Fairplay, 17 August, 1888
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for the period states,

"PThat subject to minor fluetvations, due doubtlegs

t0 the special conditions prevailing in particular
trades from time to time, the trends of inward and
outward freight raves as a whole has been generally
similar. In both cases the maximum year of the
period was 1839, a time of great commercial activity
throughout the world. Thence freight rates declined
until the year 1895 2nd 1896 after which they recovered
until a second maximum point was reached in 1900, a
year when trade was very good, and when the South
African War made great demands on shipping for
transport purposes. It will be seen that inward
freignt rates showed an intermediate maximum point
in 1898, the year of the Spanish American War." (19)

There were similar fluctuations in Isserlis +tramp
rates but with some slight differences in peaks, these
occurred in 1873, 1881, 1888 and 1900, with progressively
lower cyclical levels reached in 1879, 1886 and 1892, and

in addition there was a long trough from 1895 to 1897.

This analysis is based on the rates paid to British
shipping, but freight rates are an international price, and
it seems that this experience was reflected in the U.S.
freight rates, a market in which British shipping operated

extensively, North estimates these as follows(zo):-

19. Quotedin Johnson E.J. Ocean and Inland Jater
Transportation. London (1Y906) p».lcb

20, North D.C. The Role of Transportation in the Economic
Development of North America. Wuoted in Saul S.B.
op Cc1t p.22
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TABLE IXI:2

INDEXL OF AVERAGE ANKUAL U.5., FREIGIHT RATES (‘?30;\003

1865 - 9 47.7 (42.2) 1835 = 9 30.8 (33.5)
1870 - 4 54.4 (42.5) 1890 - 4 29.4 (34.5)
1875 - 9 50.4 (43.3) 1895 - ¢ 27.9 (35.9)
1880 - 4 38.6 (33.4)

The figures in the brackets
"Show the deflated index or an index of the 'real!
price of shipping obtained by eliminating the general
price movement from actual freight rates paid. This
shows little change from 1850 to the end of the 1870s
and further reductions after 1900." (21)
The table emphasises the heights of the 1873 boom and "shows
no downward trend until the 1880s" when there is a sharp
fall. The decline continues at a reduced rate for the
remainder of the century, however "the 1880s are the crucial

decade."(zz)

Quite apart from the commercial ;foblems presented by a
violently fluctuating market, there was also the problem of
attracting investment, particularly at a time of rapid
technological diversification, and with the long run decline
in freight rates resulting in an expectation that the profits

of shipping companies would also decline. Annual reports

of shipping companies at this time indicate that this was so.

|

21, Saul:S.B.:ibid« ' p.23
22, ibid. p.22
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"Other factors will, of course, affect the profit-
ability of companies and no definite relationship
can be established between the fall in freight
rates and the profitability of shipping companies.
We put it forward however, as one of the possihle
reascons why shipping companies should have been
induced in the 13870's to form combinations among
themselves to raise prices (freight rates) and to
regenerate the trade.” (23)
It seems that following the comnaratively halcyon days of
the mid-decadesof the century and the boom of the early 1870's
a long run contraction in profits per ton begzn, which was to
continue as the underlying trend at least until the late
1890's. Although there has as yet been no adequate research
this presumably means a contraction in profits or returns as
a percentage of capital employed.

This contraction was reflected in a decline in the

value of investment in shipping. This occurred in a period
when its magnitude in net and gross tonnage terms doubled.
Dean and Cole comment on the value of new construction that
"it was still growing faster than national income
in the 1860's and 1870's but it slumped sharply -

in absolute as well as in relative terms - in the
late 1880's." (24)

23. Deakin B.M. in collaboration with Seward T.
Shipping Conferences: A Study of Their Origins,
Development and sconomic Fractices.
University of Cambridge Department of Applied Economics.
chisional Paper 37. Cambridge University Press (1973)
Pe. i

24. Deene P. and Cole W.A. British Economic Growth 1688-1959
Cambridge University Press 1964) p.235
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Maywald made ecstimates of the value of the British flect

during the period which he summarised in the following

table.
TABLE IIT: 3
PIRST COST VALUE AT (&M)
ggggg "Historical Price Curreunt Price
187074 144 ’ 169
1875~-79 185 B 187
1880-84 214 187
1885-89 203 1.85
189094 249 180
1895--89 244 181

Source: Maywald K. 'The Construction Costs and
the Value of the British Merchant Fleet, 1850-
1938.' The Scottish Journal of Political
Economy Vol.III, 1956.

In terms of his historical price a peak is reached in
1880-1884 followed by a decline in the next half decade.
In current price terms, values remained static for the
decade 1875-1884, then fell for a decade, recovering only
marginally by the end of the century. Shipovwmers were well
aware of the deterioration in the wvalue of their investment.
For example, in his evidence to a Royal Commission in the
spring of 1886, E.P. Bates, a Liverpool shipowner, when asked,

"Has the fall in shipping been very great in late
years?"

replied

"In the past 3 or 4 years it has been heavier than I
ever remember it before. Take the Kistna, a ship
that we built in 1883 for which we Trid ££6,500,

I could build her today for about £19,500."

"Are these sailing ships?"
"Yes, In steam depreciation has heen much heavier." (25)

25. Final Report of the Royal Commission on Loss of Life at Sea,
C.H227. rarl.rapers vol.Xxiii 180T, pard. 16,573 and i
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The feeling about the value of investment in shipoing
was summed up by another contemporary shipowner, Joseph

Hoult, when he wrote /

"No industry shows such a derlorable state of affairs
... Twenty years ago shipping was & favourable
investment, both to the capitelist end the small
investor; novw the capitvalist and the smzall investor
shun shipping ... The liabilities of a shareholder
in shipping are enormous - far greater and nore
nunerous than is the case with any other industry
in the country, and this, with the loss of capital
is naturally a deterrent to investment in such
securities." (26)

The liner companies with their extremely large invest-—
ment were particularly susceptible to the effects of the
cyclical freight rate and they were assiduously seeking
stable freights. They sought protection for their vast
capital commitment, for the operation of any service
necessitates substantial overhead costs, making them vulner-
able to what became known as 'cut throat competition'. This
emanated from the lower cost steam tramps and the increasingly
more efficient sailing tonnage capable of quoting rates far
below those of liners. For, apart from boom periods,

"cost is the bedrock of freight rates. In a

competitive market freight rates will be driven
down to the level of costs. The tramp market
is substantially competitive, and the rates

probably are explained almost entirely by the
cost of operation." (27)

25. (cont.) Por similar statistics see ibid Yeoman P,
para.7457-67. Anderson F. para.ll,552-55, Brown D.
para.l2,937-57. Dixon J. para.l4,282-95.

26. Report of the Committee Avppointed by the Board of
Trade to Inovire into the uanning of British Ships.
I-Report c.Cl27. Farl.rfaper Vol.XL. 15906. pP.51

27. Bennathan E. and Walters A.A. The Economics of Ocean
Freight Rates. FF.A. Praeger. liew York (1969) p.4
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The solution to +the liners' problem came with the establish-
ment of the conference system 4o protect their interest.
Conferences has since become ,a generic term covering a wide
variety of common services and obligations. They may be
briefly defined so:

"A gshipping conference is an incorporated association
of mutually competitive liner operators, maintained
for the purpose of a) controlling competition among
its members and b) strengthening the members through
co-operative action in the competitive freights
against non-member carriers." (28)

Their purpose is essentially anti-competitive, in creatihg a
stable price/freight system removing cyclical fluctuations
and uncertainties.

Whilst they were undoubtedly created to combat outside
competition, (section b) of the definition) the historical
impetus came largely from the first section a) for vigorous
competition had developed in the Far Rast trade among the
U.K. liner companies. This was a result of the opening of
the Suez Canal which brought immense changes to international
seaborne trade. It removed much of the prohibvitive cost of

steamers operating in the East trade and in addition, its

advantages were almost totally denied to sailing tonnage.

This was not due to the canal's construction but because
of the difficulties in navigating the shallow and narrow gulf

0f Suez and the Red Sea with its persistent southerly winds.

28. United Nations Conference on Trade =nd Development (UNCTAD)
The Liner Conference System U.N.C.TeAeDe Secretariat.
U.N. New York (1970) para.lZ
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The Canal opened in 1369 and initiated a vigorous boon
in steam chipping.

"The years 1870 and 1871 brouzht enormous returns
for steamshin ovmers Having large, first class
steamers able to take the new route to the Bast
via the Suez Canal, Their profits ran from 25%
to 45% ver year. With such profits it is under-
standable that steamship building was stimulated
t0 the greatest activity. Even before the end of
13871 the editor of .itchells Maritime Register
estimated that £3.7 million had been laid out in
vessels, engineers, ecquipment and stores for the
Suez route." (29)

An increase in the supply of liner tonnage of this magnitude
brought about an inevitable collapse in rates, and some
liner operators perceived that the setting up of a confer-
ence might bring about some amelioration of the situation.

- Short term liner conferences had existed in the North Atlantic,

Brazilian, Levant and China Trade,(3o)but it is generally
accepted that the one set uf among the Calcutta trade marks

the beginning of the permanent schemes,

29. Fletcher M.E. 'The Suez Canal and World Shipping
1869-1914' Journal of Economic History Vol.1l8 1958 p.561

30, For discussion of these, see Smith R.J. 'Ocean Freight
Rates' Political Science Cuarterly Vol.xxi No.2 1906
Marriner 5. and Hyde F.E. The Senior John Samuel Swine,
1825-98 ILiverpool University Press (1967) p.069
Hyde F.BE. op cit (1971) p.1l04.
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"In 1375 ... the seven British shipowners agreed among
themselves (a) to regulate the nuaber of sailings
which each would make and (b) to fix equal minimwn
rates from all ports in the U.XK. to Calcubta and from
Calcutta to U.K. ports regardless or the size of the
consignment or of the shiprer. With the formation of
the Conference the members undertook to sail on a
gilven date regardless of whether they had a full cargo
and the fixing of equal minimum rates of freight was
meant to compensate for this." (31)

A system differing little from its predecessors and doing
nothing to deter traders (shippers) from uvusing competitors®
liner or tramp tonnage offered at lower rates.

"To combat competition from outsiders, and in response
to requests fron shippers, it was agreed in 1887 to
introduce a 'deferred rebate system' for shippers, in
order to conserve the Conference's tariff system. The
practice of offering rebates to exporters who had been.
a line's loyal customer for a given period of time was
nothing new. It arose, no doubt, from the old custom
of giving primage to the captain or shipper. The new,
and significant, feature is the effort to combine the
interest of owners and exporters, was the actual defer-
ment of the rebate." (32)

It was in the use of these 'Loyalty' or Deferred Rebates that
the strength of the new systenm lay, for the shipper had to
demonstrate his loyalty, not only by giving a2ll his business
during the period of the contract, but to the end of a
subsequent contract, only after which the rebate on the first
contract was payable.

The rebate innovation tied the shipper firmly to the

conferences and wags the main reason the system spread, from

3l. Deakin B.M. and Seward T. op cit p.24

32, Svendsen A.S. Sea Transport and Shippine Economics -
Institut fir Schiffehratsiorschung DBremen (1958) p.339




routes operating through Suez to China in 1879, Australasia
in 1884, South Africa in 18¢5; other routes such as West
Africa were covered in 1886, Brazil and the River Plate in
1895-6 and South America in 1504. By 1908 almost all U.X.

outward cargoes except coal, special shipments and the

North Atlantic trade were covered by agreements. Once estab-
lished, conferences rapidly developed into complex and
highly sophisticated institutions but they did not lessen
the competitive pressure on the liner shipovmers, rather
they modified its direction.

"It is true that the conferences aimed at limiting
competition and at forcing a greater share of trade
into conference ships at the expense of outsiders.
But as we shall see although conference agreements
raised freights and net earnings and reduced out-
side competition to some extent, the 'increased!
competition between the conference members them-
selves leading them into large new building
programmes both to increase their tonnage and
modernise their fleet." (33)

Foreign liner competition persisted and this tonnage was

often in receipt of subsidies even larger than those given

to U.K, operators.(34) This competition was often internalised
with foreign liners being invited, for a variety of reasons,
to join U.K. dominated conferences. In these early years

there were freguent bitter and expensive recurring rate wars,

33. Marriner 5. and Hyde F.E. op cit (1967) p.135

34. See Select Committee on Steamship Subsidies H.C. 385,
1802 and Renort on sounties and pubcidies in Respect
of Shipbuilding, Shipping and Navigation in Foreign
Countries. Cd 3599 1913
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(35)

for example in 1832 between T.J. Harrison and Brocklebanks,

and later in the decade in the Far East and Straits!
_ 1 S—— - . ;
Conference trades. In addition there were companies
such as R.P. Houston of Liverpool, who challenged Conferences
with rate cutting until they were also accepted as members.
This competition within the liner trades was accompanied
by the persistent pressure from other sail and steam trades.
"If piece cargo rates on liners are raised widely
above the general level, soon a dingy freighter will
be announced on berth to take cargo over the same
route as or under those of the more pretentious
vessels." (37)

This was a very real threat since relatively few o
commodities can, in any strict sense, claim to be transported
only by liner or only by tramp.(3d) This does not deny that
conferences have managed to secure much of the prime trade

as their cost and price structure illustrated in the following

35. Hyde F.E. op cit (1971) p.1l01
36. Illarriner S. and Hyde F.E. op cit (1967) Chapter 9

37. Gregg E.S. '"Vicissitude in the Shipping Trade 1870-1920!
Cuzrterly Journal of Economics Vol.xxxv. 1921

38. See: Ferguson, Learner, licGee, 0i, Rapping and Sobotra
’ ’ ’
The Economic Value of the United States llerchant Marine
North Western University tress. wvanston U.s.A. (1901)
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The long run average, and marginal cost curve (L.R.A.C. &
L.R.M.C.) is horizontal and constant, because of the inabil-
ity of conferences to teke advantage of economies of scale.(39)
The average revenue curve is somewhat similar to general
tramp freight, the objective is to recoup as much potential
profit (shaded area) as possible. But research-has shown
that this profit maximisation aim is often overshadowed by
one of meximisation of utilisation or revenue.(40) All or
any cargo must reduce costs, a statement termed the
Conference Paradox. The 'paradox' of liner shipping is that
far reaching price discrimination does not, in the abseﬁce

of any economies of scale to speak of, and any appreciable

39, See Deakin B.M. and Seward T. op cit (1973) Chapter 4
and Jansson J.0. Costs and Price for the Carriage and
Port Handling of General Cargo by Sea. 1.C.H.C.A.

: U.S5.A. (1971) Chapters 1, 6 and . 7.

40, 1Ibid and Heaver T.D. 'A Theory of Shipping Conference
Pricing and Policies.' liaritime Studies and llanagement
Vol.l, No.l (1973) Heaver T.D. 'The Structure of Liner
Conference Ratves.' Journal of industrial Lconomics
Vol.21l, No.3 (1973) Abrahamsson 'ilodel of Liner Irice
Setting' Journal of Transport Lconcmics and Folicy
No.2. lMay 1967
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comnon costs, appear tce produce high profits. Such an
analysis admits the fact that conference agreements only
modified the influence of competition and some stabilisation
of freight rates.(42)
Conference stability may have gone some way to solve
the problems of instability ror a section of the shipping
industry, but this approach was inappropriate for non-liner
wrades who had to cope, unpfotected, with the vagaries of
the international freight market. A problem which faced
the large majority of shipowners was that of insurance,
particularly in view cf the larger capital commitment, not
only in terms of the vessel, but the cargo it carried. To
cope with the need for adequate insurance cover, the ship-
owner increasingly turned to the locally organised Protection
and Indemnity Clubs. These originated in the 18th century
and were formed because of the unsatisfactory insurance
cover offered in the outports, varticularly of the North.
Shipovmers joined together én a mutual basis to insure their
hulls and freights,and the introduction of third perty risk
and the general increase in the law relating to insurance
created a growing need for such clubs. Some relief was

granted to shipowners by the 1854 Merchant Shipping Act, yet

in the wake of this Act came the first modern Protection and

41, Jansson J.J0. op ecit (1971) p.ll

42. Deakin B.ll, and Seward T. op cit Chapter 8.
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Indemnity Clubs. Shipowners had to wait until 1874 before
their liabilities were covered for cargo. In the cane year,
J. Stanley lMatc=1lfe founded the Steamship Owners ilutual
Protection and Indemnity Association which later, after an
amalgamation with the North of England Protection Association
(founded in 1860) formed the North of England Protection and
Indemnity Association which was to develop into one of the
most powerful of the Clubs which were being established and

developing throughout the country(43)

end which were later
to play an important part in the formation of the Shipping
Federation Limited.

These national and international economic and commercial
pressures were not, however, the only ones with which the
shipowner had to deal in the second half of the nineteenth
century. To them must be added the exasperation they felt
with the State's encroachment on what was regarded as their
inalienable 1right to complete freedem of commercial decision-
making. Since its inception, under the Merchant Shipping Act
of 1850, the Marine Department of the Board of Trade had ‘

consistently been accused by the shipovmer of interfering to

43. Sources for this summary: Singh N. and Colinvaux R.
British Shipping Laws. Vol.l3 Stevens {(London 1965)
and The History and Development of Protecting and
Indemnity Clubs. IHeport ol advanced study group No.1l09

of the Insurance Institute of London. London(Jan.1957)



the detriment of the industry. This was despite the constant
affirmation by the Board of Trade of its impartiality and
its essentially laissez faire attitude, epitomised in 1866
by Thomas Farrer, the Permanent Secretary of the lMarine
Department,

"They (Ehipowmers) must look to self-interest and

not to government regulations, as the great element

of the safety of life on board ship." (44)
Two decades later, Thomas Gray, Assistant Secretary of the
Board of Trade told a Royal Commission

"their (Board of Trade) policy with regard to merchant

shipring legislation, was to throw as much responsib-

ility on the shipovmer. They were very much averse

to any legislative definitions of what safety was and

what a shipowner ought to do. The prevailing idea

that ran through the whole of their proposals is to

throw on the owner the responsibility civil and (45)

criminal, and then to interfere as little as possible."
Whilst this may sum up their aspirations, they were increas-—
ingly difficult to achieve because of the growing amount of
legislation they were called upon to enforce. It has been
estimated that in the three decades following the HMerchant
Shipping Act of 1854, there were no less +than 50 Acts of
Parliament relating to shipping.

The friction bhetween the Board of Trade and the shipping

interest was at its most intense during the period 1880-1885

when Chamberlain was President. His llerchant Shipping Bill

44, Journal of Society of Arts. Vol xix (1865-6)

45, Report on Loss of Life at Sea (1z87) op cit para.5220-22
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of February 1884, the intention of which was to make the
safety of ships and crews "an ohject of substential pecuvniary

interest to the owners" by drastically altering the law of

marine insurance by bringing shipowners within the scope of
the Liberal government's Employers' Liability Act of 1880,(46)
caused the Hartlepool Shipovners Society to proclaim it

"was designed to abolish freedom of contract ...

(and) is one of the rashest mecasures ever

introduced into Parliament." (47)
The general discontent of the time was summed up by W.il.Roche,
representing the British Shipowners Frotection Association,
in his evidence to a Royal Commission, when after criticis-
ing the Board's constitution, he claimed

"the discontent with the administration of the

Board of Trade is so general, and all classes

of shipowners have united so thoroughly and

hostily against it, that it is quite impossible

to believe that all this irritation exisis

without some just cause." (43)
He went on to enumerate the defects of the Board of Trade,
the lack of adequately trained and qualified officials, the
habit of the department, during enquiries, to put inguisitional

questions to the shipowners, and finally he believed

46, Alderman G. *Joseph Chamberlain's Attempted Reform of
the British liercantile iiarine' Jdournal of Transport
History. ©New Series Vol.l, No.3 reb.l973, p.L75

47. The Times Feb.2o, 1884

48. Report Loss of Life at Sea (1857) op cit para.19,053
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"the existing ill-feeling bhetween the chipowners

and the Board of Trade is very largely due to

the unfortunate method adopted in this country

of 'arousing public opinion' as it is called,
passing Acts of PYarliament affecting important
trades., This system hds had an effect of placing
the Board of Trade and varticularly its President
in the position almost of public accuser of the
shipowner." (49)

Chamberlain, in his Bill, was taking up the cause of
Plimsoll who had been 'arousing public opinion' since 1868.
The national campaign organised by Plimsoll faced the ship-
owner with a new problem which their local associations were
inadequate to meet. In these circumstances, the importance
of national co-ordination was recognised and during 1876
a Central Committee was formed by northern Protection and
Indemnity Clubs, and two years later the Chamber of Shipping
of the United Kingdom was established to represent the ship-
owners' views more effectively to the government and the
public.

At this juncture, labour problems and relationships

were still considered the province of the individual ship-

owner or, at most, the local society. Nevertheless attitudes

towards labour were becoming of greater importance, the
growing and diverse labour force presented new managerial
Problems, often exacerbated by the impersonalisation of

ownership. In addition to which the technological advances

49. 1Ibid. para. 19,080, for similar comments see ibid
Dunlop N. para. 20,511-29. Glover J. para 13,514-22
Horn J. para. 20,011-4 and 20,016-2& and Norwood G.HM.
para. 17,524-27.
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necessitated a larger fixed canital commitment making the
control of the labour supply and the minimisation of variable
costs increasingly important. This undoubtedly predisposed
the shipovner to react strongly to any sign of combination
in the labour force.

It is in the light of this importance of'labour, in the
context of the technological, economic and political pressures
of the period that the formation of the Shipping Federation

in 1890 and the subsequent confrontation with organised labour,

must be seen.



CHAFPTER IV

* LT
SEAFARERS

The process of industrialisation of the shipping in-
dustry obviously had important implications for those
employed in it. The changes the industry was undergoing
involved a concomitant change in the nature of the labour
force, with increased diversification of function, levels
of skill and sources of supply. This, together with chauges
in the workplace environment, resulted in a shift in the
balance of relationshivs both within the labour force and
between employer and employed.

The change in the patterns of ownershin and management,
with the growth of the large oligopoly capitalist organisations
and the dewmise of {the small owner, as mentioned in the previous
chapter, meant that there was a growing degree of alienation
between the employer and his work force, and to some extent
the local community. hus the shipmaster was placed even
more firmly in the position of 'employer' as far as the
individual rating was concerned.

However, it is an understanding of the changes in the
nature of the labour force that is crucial to an appreciation
of the pressures the seafarers, and more varticularly the
ratings, were under during the last quarter of the century.
By the 1880's the transition from dominance in the fleet of

sail to that of steam propulsion haé taken place. This is
illustrated in the Téble below giving ‘the percentage of the

labour force employed in the two types of vessel:

- 45 -
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TABLE IV:1l
TOTAT SEAMIN EVMPLOYED AND PERCENTAGE

I SATT AND STBAW 1851 - 1395
Toggélgiigen % in Sail | % in Steam

1851 141,937

1854 162,415 90.2 9.8
1860 171,592 84,8 15.2
1870 195,962 5.1 24.9
1875 199, 857 63.2 36.8
1880 192,972 56.3 43.7
1885 198,781 45,8 54.2
1890 213,374 35.6 64.3
1895 212,409 29.8 - 70.2
SOURCE:-- Statistical Tables and Charts:. British and Foreign

Trade and Industry Cd. 4954 (1909)

The movement in the proportion of labour employed from
sail into steam began slowly with slightly less than one
Quarter being employed in steam by 1870. The pace quickened
during the next two decades with a 41% changeover; by 1890
nearly two thirds of the labour force were employed in steam.

It may be seen from the Table, however, that the advent
of the steam and steel technology did not result in a major
increase in the labour force em?loyed in the industry. After
some rather rapid expansion in the early 1850's from 141,937
in 1851 4o 162,415 in 1854, and again in the early 1860's
reaching 197,643 in 1865, the labour force remained, in terms
of numbers, relatively stable.

This numerical analysis masks many important changes
During the period of the

within the labour force itself.

Table the growth of steam propulsion increasingly demanded
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more diverse functions for labour. The two Lechnologies
existed side by side for more than tairty years, bhota in

the sense that there were sail and steam sanips in the flect,
but also that in many vessels sail and steam propulsion
existed side by side, with little pure steam until the
1880's. Obviously, under these circumstances, the perceniage
of the labour force working in steam propelled ships was
inereasing and by 1885, more than half were employed in

steam vessels.,

The importance of this shift in the balance of employ-
nent from sail to steam vessels was that it made the labhour
force more heterogeneous, particularly with the development
of the three departmental structure. The engine room
department, exclusive to steam propulsion, was grafted on
to the existing structure, particularly during the period

when the majority of wvessels classed ag stezmers also relied

on sail power. This entailed the creation of a new category
of officer, the engineer, who by virtue of the increasing
dominance of the new technology became of growing importance
in the onQboard hierarchy. The Master's function was
curtailed since the method of propulsion was no longer
directly related to navigational expertise as was the case
under sail. For ratings the implications were 1eés direct,
but it did mean the emergence of a category of seafarer who
requived less skill and experience than the traditional
sailor and a breaking dowvm of the single group and the

community of interest which existed in the sailing ship, and
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vihich wers often further undermined by pay differen
The emergence of the third, catering, depertuent was
only in part as a response 1o technological change. The
larger vessels,'made possible by the use of stecel and stean,
did of course imply, as 2 broad generalisation, larger crews,
making formal catering arrangements a necessity. bore
crucial to the development was the growth of the passenger
liner in the last quafter of the ClSth. The large scale
carrying of passengers obviously required a sinmilar expansion
of crews to 'service' them, and it was in this trade that
the ca terlnﬁ departmont grew most rapidly.
The effect of the technological changes and the growing
break-up of the traditional homorrenouc lahour force into
new categories with new and diverse functiouns is illustrated

in Table:IV:2.

Unfortunately, a detailed breakdown is not available
before 1891l. However, in order to obhtain some indication of

the earlier development, the official figures have been

1. A Committee of Inquiry considered for exemple, 'The
rating or A.B. should be 19 years of age or over and
have had three years' service as a declt hand! contragting
with 'the work of a trimmer which is easily learnt,
whilst that of a fireman requires some judgement and
experience ... firemen should be at least 18 years of
age and required to show six months of gervice as
trimmer...' Report of the Comaitiee appointed by the
Board of Trade Lo Inquire into the ianning of .ritiah
flerchant ohipsS. L-Report. C-8127 rarl.rapers 4L (1096)
para. 62 and 64.
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|
ngigs MASTER i MATES OFI-P';g;'S SATILORS | APPRENTICES | BOYS |ENGINEERS :,i:gfg Pf“, OTHER ZHGINE 2T§gg§g SURSS;.‘E.:'?BES C:’;ofg;
i
1851 15,81 - 51,842 11,121 g 1,574 - Sy - - - 81,340
% 20.8 640 14 P 3;0',’;'; 3 100
1871 | €,745 |10,529 - 50,694 5,847 {1,703 ((5,8100 | (11,342) (1,983) (10,5653 | (1522))l116,595
% & iliig 52.1 552 LAy (9:73) 14s 053" 3e.s | (9:08)] (1.3)9] 100
1881 | 6,206 {11,424 52,715 4,816 %1,455'((8,234} (16,072) |  (2,818) (14,971 | (1937)?]120,649
n 7% £ B P 4247 4 L 1.2 (6.8) (13,3} (2.3) | Y12.4) | (1.6) | 100
1891 | 4,465 | 9,620 | 2,154 ' 37,103 3,619 %1,054 8,472 17,258 2,1 | 15,722 | 2087 |104,275
% 4.3 | 9.2 2.1 36.0 3.5 - 4 Casoleoecy 16.6 2.6 f 15.1 2.0 1ce
1896 | 4,301 | 9,921 | 2,540 | 34,357 4,066 | es2| 9,530 17,727 3,257 | 16,523 | 3073 106,247 .
% 4.0 | 9.3 2.4 32.3 3,97 1 0481 1190 16.7 34150 e 2.9 100
1501 | 3,792 | 9,469 | 2,991 | 30,905 2,894 ; 796 10,402 20,393 3,764 § 19,451 | 1374 '|106,231
* 3.6 | 8.9 2.8 2.1 | 27 | 0.7 9.8 N 3.5 | 18.3 1.3 100

i i

SCURCE:=~ Census of Populaticn :

0



cxtended backwards to 1871. This has been done by taking
the total employed in the new department which was given
from thaf date and this has been broken down into éeparate
categories by numbers and percentages -on the assumption
that the rates of growtﬂ of the individual departments was
congtant throughout the period covered., These estimates are
denoted by ( ).

The table shows that the effects of the change in the
nature of the labour force was felt wmost by the ratings.
The iMasters and Mates remained reiatively stable, with the
Eﬁgineers being ah addition, both numerically and to the
organisational structure of the vessel, \Whereas the ratings,
although employed in different categories and new functions
did not expand to employ additional men for the new function,
in the main it was a redistribution of lakour with the
traditional category of sailor declining in both absolute
and percentage terms in the 1880's, It is inmportant to
appreciate how fundamental the effect of the steum technology
was on the employment of ratings; not only were there new
categories of work, demanding less skill and experience, but
even where the old categories remained, that was in the case
of the deck rating, there was considarable change in function
and loss of skill. No longer wags the deck rating concerned
with ?ropulsion as under sail, but rather with carvying out
articular tasks in relation to getting the vessel in and
out of port and oncs atv sea, employed in steering and haintenn
ance, A more detailed snalysis of the breakdovn ot the

o o 3 - . . - B - . 5 . - - -
ratings in this new and growing departmental structurs and



TABLE IV:3 NUMBER OF RATINGS BY DEPARTMENT AND GRADE - 1871-1896€

o i 5 o A A 1,008 A L N A

P |
1871 % 1831 % 1891 % 1896 % ]
A.B.s 60,694 | 703 52,715 5949 53,620 47.3 47,215 40.3
Saiiors Undefined - - - - - - 5,255 4.5
Ordinary Seamen - - = e e 8.020 5.3 6,488 Se5
Bovs 1,703 1.9 1,455 ; 2,410 1.9 1,975 1.6
Total Deck Dept. 62,397 - | .72.2 54,170 | 61.5 70,050 55.5 60,933 51.9
] i
Firemen & Triwrers (11,342)7| 13.1 | (16,072) 18.3 27,230 21.6 24,535 20.9 | '
‘ } Ji
| Other Parsons'' | (1,988) | 2.3 2,818 3.2 4,05 3,2 7,755 6.6 ) b
! i
Total Engine Dept. 13,330 15.4 18,350 21.5 | 31,280 24,8 32.290 27.5 |
|
i
Sitewards : (10,565) | 12.2 (14,971) 17.0 22,600 17.9 23,115 19.7 %
i
Stewardesses 2,140 1.6 845 0.7 |
Total Catering Dept. (10,565} | 12.2 {.(14,971} 17.0 24,740 19,5 23,960 20.4 3
Grand Total (86,292) | 100 88,031 100 126,070 100 117,183 100 ¢
i |
=

(1) Including Trimmers, Dcnkeymen, Oilmen and Greasers

(2) Figures in brackats are taken from estimates of Table IV:2 above

Sources- Census of Population



the consequent uwndermining of the traditional labour force

is shown in Table IV:3.
It i8 not possible to draw direct conclusions about
these fundamental changes in the nature of the labour force
and its function in relation to the development oi unionis-—

ation amongst the ratings in the industry. In fact, greater

&

eterogeneity, it might well be argued, would mitigate
against united national action by ratings as a group. Indeed
there are examples where small local unions did exist of
there bheing separate societies for sailors and fi emen.(g)

The extent to which the impact of the changeover was}
cushioned by the high labour turnover and the apility of the
employer to alter the components of any particular crew %o
sult particular technological conditiong almost at will is
difficult to judge.

The high labour turnover in the indvstry can, to some,
force. Table IV:4 indicates the consistenitly low average
age of ratings in foreign going vessels. Half of all
ratings were below 25 years of age and two thirds under 35.
it also shows that the deck deparfment ratings tended tc bhe

younger than those in the engine room. Unfortunately, there

2. e.g., In Hull the Hull Sailowrs Hutual Associatien and
The Hull HMarine Firemen'’s Associztion existed side by side
during the 1880s vntil they analgamated in 1887 to form
The Hull Seamen's and lMarine Firemen's amalgamated
Association. NMinutes in possession cof fHationzal Union of
seamen,




LABLE IV:4g NUMBER OF RATI INGS BY DEPARTMENT ‘\Ni) AGE
EMPLOYED IN 'THE EUA“luN TRADE - 1871-1891
1871 1881 1891
‘ ABRLE & FIREMEN ABLE 2 FLRabEN % ARLE PrREMEM
AGE GROUPS CRDINARY TRIMMERS & ORDINARY TRIMMERS & | SEAMEN & TRIUMMERS
SEAMEN (ENGINEER *® SEAMEN (ENGINEER)*
OTHERS) ¥
undeg 15 Oe?2 Del15 03 Ce2 ‘ (under 20)
15 - I 1249 4,46 9.6 4,1 249 2.5
20 w 3643 21,74 33.9 19.1 29,4 25.3
25 . 24.7 26.0 26.4 24.9 23.9 2’3.6
(741) (52,4) (70,2) {(48,3) (56,2) (56.5)
30 - 1240 19.238 13.6 19,7 157 19.6
(86,1) (71.8) (83.8) (68) (71.,9) (75,9)
35 6,8 125 607 14.0 10.5 11.8
40 - 3g7 73'7 496 9.2 7.7 6.1
45 - ?.2 4.6 ¢~6 4.5 5.9 3.5
50 i 0-3 203 l.‘.‘;‘ ?ﬁ? 2«9 1,‘
55 e 0.3 0.9 004 l.l 0.9 0-5
3 G0 - Oal 0e3 Cel Oed Oe3 0.01
(60 upwards)
65 - 0.02 0.07 0.03 0e11 44 .
70 - 0.02 0,004 0,02 o -
upwards
Total all
ay=s in group | 60,694 . 31,07 52,715 44,033 33,672 17,258
census
&

Est. of

SCURCEs= Census of Populatione

engineers in 1831 and 1871,

no ordinary seanen in 1891,
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are no statistics available in this period for catering
ratings. The movement towards a higher average age by

1890 is in part accounted for by the fact that ordinary
seamen are excluded from the figures for that year and

these would have beén the younger men. Nevertheless it
does appear that there was an effective increase in the
average age of ratings in foreign going vessels.

The nature of the seafarers contract of employment
(Articles) also provided an important flexibility for the
employer in times of technological change. The Articles
were such thet they terminated at the end of every deep
sea voyage, therefore new crews with different levels of
manning and expertise could be employed. Furthermore, the
Articles bound the seafarer to a particular ship through
the Master and not directly to the company owning the ship,
therefore the movement into steam with specialised crews
was facilitated.

The position of the shipowner in relation to the supply
of labour was also more flexible during the period. The
advent of steam, as has been shown, resulted in a cection
of the labour force growing up which required less skill and
experience than previously, thereby making the use of
alternative labour easier. In addition, the shipowmer was
meking greater use of the'international pool of labour made
available after the repeal of the Navigation Acts in 1853;
for example, 7,321 foreign seafarers were employed in
British vessels in 1853, but in 1854 that had nearly doubled
to 13,200. (3)

nY

3. See Table IV:5



TABLE IV:5 NUMBER OF U.Ke. RESIDENTS, FOREIGNERS AND LASCARS

EMPLOYED IN ERITISH VESSELS 1851 TO 1894

T :
-~ i.‘ - L— : 4 \ﬂ A' .
LEARS | i 8 e R f,ONS Rl PROPORTION OF FOREIGN | . PROPCRTION OF LASCARS > 0P THIAL
(UoK. RESIDENT) FOREIGN NC. CF - . LASCARS %
[ e e sl e TO 100 BRITISH - TO 100 OTHER BRITISH TOTAL o
; EMPLOYEL PERSCNS (EXCL. LASCARS) LASCARS Waskipien: o FOREIGN
| (EXCL. LASCARS} EMPLOYED o PERSONS
1
1851-4 i 151,108 e,003 Sad - - 159,110 -
1855-9 | 160,785 13,050 8.1 (550) (0.6) 173,811 -
1860~4 1 163,676 17,808 10.88 - - 179,579 ~
 1865-9 176,114 20,630 11.71 - - 196,669 -
1870~4 181,628 19,425 10.69 - - 201,053 -
1875-9 174,407 22,393 12,84 - - 196,800 -
1880-4 - 170,39% 26,040 15.28 - - 196,439 -
1885-9 171,710 25,709 14,97 18,159 10557 215,237 2044
1890-4 185,524 29,799 16.06 24,628 13.27 239,951 22.7

i

1

and East Africans employed on vessels trading either from India to this country or entirely in Asiatic or
tustralian waters, and serving under agreements finally deposited and retained in Asia."

SOQURCE:- Register of Seamen angd

Report of Select Committee on Merchant Seamen.

13860

1. Lascars on Asiatic Agreement: Defined by census and registered as "The men included under this head are Asiatics
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"In thig connexion it must be remembered that the

foreign competition which many owners so greatly

fear is a competition to which the British seamen

and firemen employed in our snips are alrecdy

exposed in its acutest form. Since the final

repeal of the navigation laws, which required that

the magter and three-fourths of the crew of every
ship should be British subjects, and reserved the

coasting trade entirely to British ships and sea-

men, the whole world has heen open as a2 recruiting

ground to British shipowners, who have not been

hampered in their selection by any restriction as

to colour, langusge, dualification, age or strength.

Consequently the British-bhorn seaman has had to

face competition with foreigners of all nationalities,

not excepting negroes, and Lagcars, a competition

more keen because employment on board ships is more

accessible to foreigners than is any other description

of British industry.” (4) :

A more detailed analysis of the growth of foreign seamen in
ecmployment in British ships is illustrated in Table IV:5.

The table illustrates the increase in the labour force
between 1851 and 1885, but this is a marginal underestimation
for Lascars were not included in the Register of Seamen
figures until 1886. In the mid 1850s some 1,000 were
recorded,(S) although this too may have becn an underestim-
ation, considering the special consideration given to them
in the Merchant Shipping Acts of the 1850s. Presumably their
employment gradually expanded, for when nexf recorded, in
1886, there were no less than 16,673 Lascars. In the next
decade, 1886-1896, the total increase was in the order of
18.4%. In the half century, 1851 to 1901, the labour force
increased by 75%, and the number of British seamen (excluding)
Lascars) by 27%, an increase confined in the main to the two

decades 1851 - 1871. Hence the expansion in the demand for

a. Manning of British Merchant Ships (1896) op cit para.26

5. Report of Select Committee on lMerchant Shipping(53) 1860
Parl.Papers xiii
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labour was not, by and large, enjoyed in the U.K. resident
seaman, but by the foreigners and lascars. A8 the table
illustrates the number of U.X. resident seamen after the
early 1870's is approximately 175,000; the exception being
the early 1890's, the average table masking the serious
contraction of 1886 and 1887, TForeigners increaced fairly
constantly after 1874 in both numerical and percentage terms.
A similar expansion was experienced by lascars after 1886.
In this way a situati&n wa.s cféated where, during the last
two decades of the century, from more than one fifth to over
a quarter of the labour force consisted of non-U.K. residents.
The U.K, seafarers found themselves in strenuous competition—
for employment, under their own flag, in what had become an
international job market.

The employment of foreigners in U.X. registered vessels
had expanded rapidly since the middle decades of the CL9%th

as the following table indicates:

TABLE IV:i6

Percentage of Foreigners Employed in British Shins

Year % Year %
1851 to 1853 4.0 1880 to 1884 15.2
1854 %o 1867 Ry 1885 to 1889 14.9
1861 to 1876 10.1 1890 to 1894 16.0.
1877 %o 1881 12:8 1895 to 1899 19.3

tp

DOURCE:~ Report by Mr. Thomas Gray, 22nd March, 1886 to
Royal Commission on Tess of Tife at Sea.
Cnld . 5226, p«b

General Register of Seamen
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By the 1880's, foreigners constituted over 15% of sea-
farers in real terms some 26,040 (1830-84). However, the
general figures do not give g proper indication of the
competitive pressure for employment which foreipgn seamen

constituted since they were by no means evenly distributed

between the various trades as the following illustrates:

TABLE IV:7

Percentage of Foreien Seafarers

Fmployed in British Ships by Trade

Census| Home and Coastal Foreign Trade
Years Trade Total Sail Stean
1871 6.6 15.6 - -
1831 1943 = =
1891 2.8 20.1 26.8 17.3
1896 22.5 30.8 19.7
1901 14.9 4.1 26,0 | 37.0 | 23.8
1906 13«3 3.5 26.1 38.7 26.1

SOURCE: -~ Census of Population

The Home and Coastal trade constituted approximately
30% of +the total employment in the industry; here foreigners
made very little impression during the period. The real
impact of the foreign seamen is in the foreign trade; in 137\
Fheu Congtitured olmest 1k ﬂ/o, et gasing 6 over 259, ¢
foreign going seamen by the beginning of the 20th century.

This percentage was overshadowed by the percentage in
sailing vessels beginning in 1891 at over one quarter it
increases to little short of two fifths by 1901, by which
time they consiituted approximately one quarter of seafarers.
It is possible to analyée the foreigners employed further in

terms of the particular occupational grades. See Table IV:8,



TABLE IV:8 % OF FOREIGN SEAFARERS

IN U.K. FOREIGN GOING VESSELS 1871 TO 1901

CAPACITIES 1871 1881 1891 1896 1901
ALL VESSELS SATL
MASTERS 2.5 362 365 2¢6 265
MATES 3.5 3.1 4.4 443 4.1
PETTY OFFICERS ) - 29,0 35.3 46.9
SATLORS T ) e 37.4 39,0 45.5 5203
BOYS 3.3 6.6 8.9 17.5 23,7
STEWARDS, COOKS ETC. - - 22.4 2544 29.0
STEAM
MASTERS - - 3,5 3.8 262
MATES - - 4.6 4e2 2.8
PETTY OFFICERS - - 2661 2848 37.3
SATLORS ! R & 29,5 | 34,5 | 39.6
BOYS - - 10.9 17.4 9¢3
STEWARDS, COOKS ETC. - - 113 12.4 1404
ENGINEERS, FIREVMEN 9.2 6.4 2.8 242 2.5
AND TRIMMERS 18,7 235 3406
NUMBER ENUMERATED 18,159 | 23,236 | 25,884|27,446| 32,614

'

SOURCE:= Census of Population

ABS, ORDINARY SEAMEN AND SAILORS
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FPoreign-going British officers, i.e., Masters, Mates
and Engineers, in both sail and steam, are never seriously
challenged, in all cases the proportion is well below 5%,
It is among ratings that the incursion of foreigners wasg
most evident. In steam vessels they constituted not less

than 30% of deck ratings by 1891, and 40% a decade later.

Firemen and Trimners experienced a similar expansion; from
a lower base they made up over one third of engine room
ratings by 1901, whilst over iO% of cooks and stewards were
foreign after 1890.

It is among ratings in sail that by the late 1890's
Toreigners had become the dominant grouping and among petty
officers and sailors that they mode the most headway. These
were, in fact, the same group of men, for promotion and
demotion are largely due to age,experience and luck. Sail
as a proportion of total employment in the industry was, of
course, contracting, but it still constituted 56.3% of total
employment in 1880, 35.6% in 1890 and 20.3% in 1900, a not
ingubstantial number in real terms.

Thus the general estimates grossly underestimate the
impact of foreigners on certain groups, especially ratings
on foreign-going wvessels, with those in sailing ships under
most competitive pressure with the loss of job opportunity

Gray in his report of 1886, refines this further.

"The returns seem to indicate that few foreigners are
carried by the large steamships in regular trade, but
in certain classes of steamer and in long voyage and
colonial sailing ships, large proportions are often
taken. fFew foreisners are employed in the home and

coasting trade." (6)

————

6. Report to the Right Honourable The President of the Board

of Trade and to the Royal Commission on Loss of Life at sea
by Assistant Secretaries to the Board of Trade. larch 188%

C.5226. p+9
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TABLE IV:9 PERCENTAGE OF FOREIGN SEAMEN WHO
SIGNED ARTICLES IN SELECTED PORTS DURING 1885.
(EXCLUDING MASTERS AND LASCARS)

PORT % FOREIGN SEAMEN
ABERDEEN 8.5
CARDIFF 2145
CARDIFF (PENARTH) 24,1
GLASGOW 7.2
HULL Tiaa.n
LIVERPOOL, . 9.0
LONDON (POPLAR) 16.2
LONDON (VICTORIA DOCK) 6.2
NEWCASTLE=ON-TYNE 2047
SHIELDS, NORTH 25,3
SHIELDS, SOUTH 23.4
SOUTHAMPTON 2.9
AVERAGE ALL PORTS IN 1.4
SURVEY (30)

SOURCE:- Loss of Life at Sea. Appendix Be pe25
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This is confirmed when the proportion of foreipgners
shipping in certain ports is compared, High levels are
evident in those ports with a concentration of tramp tonnage,
ag Table IV:9 for 1886 indicates. It can be seen that, in
tramp ports like the Tyne, Cardiff and Hull, the percentage
is in excess of 21%, whilst in mainly liuer ports like
Southampton it is only 2%, in Glasgow T% and Liverpool 9%.
The Board of Trade issued a circular in 1885 in connection
with the above enquiry to gather particulars which engaged
the highest proportion of foreigners during the year in the
major ports mentioned above.

"These showed that out of 276 cases

23 ships had over 80% of foreigners
33 between 70 and 80%

60 between 60 and T0%.

53 between 50 and 60%

37 between 40 and 50%

29 between 30 and 40%

18 between 20 and 30%

23 had under 20% (7)

In other words, among these selected vessels, 60% had
in excess of 50% of their crews made up of foreigners.
Commenting on these figures, the Report on the Manning of
British Merchant Shipping (1896) said

"Remembering that the percentage of forelgners amongst

Masters, officers, apprentices and boys is very low,

it mny he assumed that a larger proportion of the (8)
A.B.'s employed in these 276 selected were foreigners."”

7. Ibid D.5.

8. Report on the Menning of British lMerchant Shipping 1896
op cit. para.2o
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A statement no less true for the port table above, which
only excludes iMasters, seamen being defined as every other
crew member,

The situation was such that an individual British rating
could find himself alone or in the minority on board a
British vessel.

"With a heterogeneous collection of nationalities

comprising her crew a .vessel must be a very
undesirable place for British seamen of good
training and repute to work in." (9)

In general, foreigners were not employed at lower levels

of pay or conditions, although, of course, the steam ship

and in particular, liners, paid higher wages than the

salling vessels in which the foreigners were concentrated.

Gray writes,

"I find they are not paid less wages than British

seamen and that British and foreign scamen are

fed alike." (10)
The exception in the evidence on which this generalisation
is based is of some interest. For example, during the wage
agitation in Aberdeen in April, 1885, foreigners were brought
in by Milne and Co., shipowners, who stated,

"as the Aberdeen seamen would not ship at the current
rate of wages they sent to Norway for crews. They
found foreign seamen as suitable in the timber trade
and less troublesome." (11)

A similar exception seems to have been at Cork where the

9. Ibid para.3s

10. Report to the Right Honourable the President of the
Board of Trade 1396. op cilt D.b.

11. Ibid Appendix C. .26
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lfercantile larine Superintendent wrote in 1886,

"Almost none of the trained British seamen in the port
are able to obtain emvloyment owing to the great and
general depression in the shipping trade, which
favours foreigners, who are better clothed, and more
likely to engage on easier terms and will submit to
harsher treatment." (12)

A survey for the same report, of 13 ports employing subst—
antial numbers of foreigners in February, 1886, set out to
discover whether they took less wages or accepted inferior
dietary scales, concluded on wages in Middlesbhorough,
'occasionally' and in three other ports 'not as a rule'; On
diet all ports said there was no difference. Newport, one

of the 'not as a rule' ports, commented, "No, but if diet

is inferior British seamen complain more readily than foreign-
ers."(l3)

The other, and important element in the challenge from

the international pool of labour was the Lascars and, to a
lesser extent, colonial seamen., Lascars have served in U.K.
registered vessels since at least the latter part of the
Cl8th, but their numbers had increased rapidly during the
third quarter of the Cl9th when, in 1886, they were included
in the figures of the General Registrar they numbered some
16,673 or 9.3% of U.K. seamen (see Table IV:5). Such
general figures again tend’to uncderestimate the complexity of

the situation; Table IV:10 attempts to clarify some of the

Problems,

12. 1Ibid Appendix F. p.3l
13, Ibid Appendix D. p.30 .



. TABLE IV:10 NUMBER COF LASCARS EMPLCYED IN BRITISH SHIPS - 1891-1906

NUMBER EMPLOYED IN NUMBER EMPLOYED IN % OF SEAMEN IN
Jq7 m ARE
Coean’| TOTAL | VESSELS TRADING ENTIRELY | VESSELS TRADING WITH UK R T ALy aD SEAMEN | STEAM FOREIGN
ABROAD (% OF TOTAL) e TRADE VESSELS
1891 | 21,322 10,535 10.787 15.8 21.8
(4,420)+ (50.6%)
1896 | 27,911 13,100 14,811 15.5 2.4
(4.621) (53.1%)
1901 | 33,505 14,680 18,930 18.0 25.8
(5,893) (5643%)
1906 | 38,386 14,924 23,501 ' 19.0 25.5
(6,6€4) {(61.2%)

* These &re colonial - seamen - mainly from Hong Kong and Straits seitlement and are not included in
total or other columnse.

SOURCE:=- Census of Population

- - 69 -
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These census figures showlthat, by 1891, 15.8% of all
seamen were Lascars. These were concentrated almost solely
on steam vesselé. For example, in 1891, 93 seamen shipped
as ratings on sailing vessels. When an enalysis is made of
foreign-going vessels, Lascars constituted no less than one
fifth to one aquarter of all seamen by the last decade of the
century. They had made substantial inroads into employment,
but exactly how far and to what effect is difficult to
calculate. Over one half of their number were employed in
vessels trading with the U.K.; obviously U.K. resident seamen
could easily have been employed. The smaller percentage
salling almost exclusively outside U.X., waters present the
problem. It has been argued that U.K. resident seamen did
not wish to sail in these vessels, which only returned to
the U.K. occasionally for dry dock, refit and the like. But
what must be remembered is thot the Master, all the Deck and
Engineer officers, quartermasters, carpenters and storekeepers
were U.K. resident seafarers, and apparently quite willing to
remain outside the U.K. for considerable periods. - It can
therefore be argued thet a number substantially larger than
one half of the jobs occupied by Lascars, if vacated, would
have been filled by U.K. seamen.

This applies to all job opportunities; like foreigners,
Lascars were not in the market for all occupations. There
Were very few in sail, and no officers at all; they were

competing only for the position of rating.
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TABTLY IV:1l

Lagcars as a Percentage of all Ratings*

2
e Y

in Foreign-Going Steam Vessels

P PSR

Census Year |1 1891 1896 1901 1906
P.0. in Deck

Department 21.0 25.2 28.3 2T«
Sailors ' 28.4  30.6  31.7 3247
Firemen and Trimmers 30,2 33.0 39,1 39.3
P,0. Engine and other ~
Departments 33’9. 28.8 31.1  30.5
Stewards and Cooks 24.2 28.5 28,8 24.6

¥ Al) ratings i.e., U.K, and Foreign

SOURCE:~ Census of Population

Their impact amongst ratings had developed until, by the
1890's, they constituted between one quarter and two fifths
of all sailors, in U.K. terms A.B.'s and Ordinary Seamen.
Amongst firemen and trimmers there were even greater propor-
tions and since the figures include foreign seamen for U.K.

residents alone, the proportion would be higher. However,

this must be tempered by the fact already discussed that
some vesscsels rarely reached the U.XK. and therefore it is
difficult to know how far they offered potential job oppor-
tunities, If, say, 10% were deducted from these totals to
cover these sectors, the figures are still not insubstantial.
What is being argued here is that, while foreigners and
Lascars were being introduced into the general employment
level within the U.K. fleet during the last three of four:
decades of the Cl9th, the figures‘mask a. far more serious
incursion for the rating and his job market. An incursion
which by the 1880s meant that it was not unusual for the

majority of ratings to be of mixed foreign nationality. A
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TABLE IV:12

SEAMEN UNEMPLOYED: ESTIMATES BASED ON CENSUS - 1891-1906

(EXCLUDING LASCARS AND FOREIGNERS)

APRIL 5TH 1891

MARCH 25 1896

MARCH 31 1901

APRIL 4 1906

DEFINITION NUMBER % NUMBER % NUMBER % NUMBER %
MASTER & MATES | 6,340 20.8 | 4,829 16.6 | 4,410 15.8 | 4,207 15.2
ENGINEERS 2,941  20.8 | 2,557 16.6 | 2,645 15.8 | 2,968 15,2
PETTY OFFICERS | 2,328  20.8 | 1,887 16.6 | 3,280 31.5 | 1,657 15,2
SATLORS 14,591  20.8 | 10,119 16.7| 8,640 15«8 | 7,727 15.1
FIREMEN 6,509  20.8 | 10,718 16.6 | 5,704 15.9 | 6,240 15.2
STEWARDS 4,875  20.8 | 3,975 16.6 | 4,360 16.0 | 5,093 15,2
OTHERS 1,658  20.7 | 1,943 833l 1,133 12,2 | 1,298 15.2
TOTAL 39,242  20.8 | 30,345 16.6 | 28,874 15.9 | 29,190 15.2
TOTAL CENSUS  |188,480 100 |182,800 100 |181,900 100 {192,173 100
CENSUS %

UNEMPLOYED 14% 12% 12% 12%
TOTAL REGISTERED

SEAMEN. 216,443 212,040 226,424 226,424

(EXCL. LASCARS)

SOURCE:- Census of Population

- gg.—



- 59 =

similar trend being evident in steam by the late 1880's
where, among deck ratings, foreigners made up 25%, not
including Lascars. If the competition from Lascars is

also taken into consideration there can be no deoubt that
U.K. resident ratings, despite the apparent security of

the Home and Coastal trade, were in fierce competition for
Jjobs within their own home fleet during the last quarter. of
the Cl9th, and it was a contest that they appear to have
been losing irrevocably. The Manning Committee stated:-

"It would appear that in 1891 the whole number of
sSeamen enployed in the foreign trade of the United
Kingdom was 131,375, of whom 22,052 were foreigners,
and 21,322 were Lascars, nearly 33 per cent.in all
being non-Britich. The number of A.B.'s in the
foreign trade was 40,625 of whom 12,226 were foreign-
ers, and 6,953 were Lascars, or over 47 per cent.
non-British." (14)

The impact of such competition from foreign labour must,
of course, also be viewed from the standpoint of the level
of demand for labour in shipping, which is to some extent,
reflected in the unemployment figures. There is little long
or short term statistical evidence of the extent of employ-
ment among seafarers in the Cl9th until the Census of 18¢1l.
Table IV:12 illustrates the extent of it in the 1890's and
the Tirst decade of the C20th, which is a little beyond the
period but it can be utilised as an indicator of previous
trends. This table is based on the Census estimates of
Seamen unemnrloyed on Census day as a percentage of the total

nuamber of seamen required and available. The Census estim-

ates are based on the following:

14. Report on Manning of British llerchant Ships (1896)
op cit. para.28
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"It is from time to time assumed, in default of any
sure basis, that the total number of persons required
and available to man the llercantile Navy of the
United Eingdom is fairly represented by the total of
the persons engoged for the first crew ol each vessel
employed during the year and remaining on the register
at the end of the year."

"This assumption may or may not be correct, but if
it follows that the differences hetween this total
and thée total of the men employed at ainy one time
represents the 'Reserve Army' of seamen who may,
speaking in general terms, be regarded as
'Unemployed' at any particular moment."

"If the assunaption is correct the number of seamen
'unemployed!' at any one ‘time should, on average, be
just sufficient to man the vessels unemployed at
that time (sic) upon this assumption about 14% of
the total number of seamen were unemployed ... This
is equivalent to seamen being unemployed about seven
or eight weeks in the year, and if it is agreed that
seamen are, as a matter of fact, unemployed for
about this period each year the assuaption is to a
great extent confirmed." (1%)

It is argued below, on official evidence, that 'the
total of the persons engaged for the first crew of each
vessel' is an overestimation. Hence it can be argued that
the figure is somewhat higher, nearer possibly to that in
the table, excepting the 20.8% of 1891, which in the
conditions of the industry at the time appears tc be somewhat
high, Yet this is a close approximation to the figure
suggested by the seamen's leader, for ratings unemployed

or temporarily employed on shore in 1891. He stated,

15. Population Census: The Number, Age, Nationalities and

. Capacities of Seamen Serving on the 5th April, 1891,
on Vessels Registered in The United Kingdom. (1893)
C.7133. p.1l2. Repeated exactly in all later census
until 1911.
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"No, they are not Board of Trade figures, I will read
the figures agalr You must add to that Ligure at
least 20,000 'illors end firemen of British national-
ity out of emnloyment and bvluoLerly enployed on
snhore. This would DP]P” the total up to 115, 342.
Then there are cooks and stewards of British
nationality numbering 23,148 (that ic Board of Trade
ficures) and out of enn]o*qent and temporarily
emnployed on shore say 5,000, that is my figure. This
would make a total of 0&110T§, cooks, stewards and
ordinary seamen of 146,490." (1.6)

Suggesting an unemployed or temporarily employed ashore
level of between 17% and 21% among ratings. The 'educated
gugss' was largely confirmed by the other side of the
industry in the person of the ilanager of the Shipping
Federation in his evidence to the Royal Commission on Labour,
"We say that at the present day (July 29, 1891) all
British seamen could not be employed even if the
whole of the foreign seamen were back in their own
country.” (17)
There were 30,267 or 16.26% of all ranks, excluding Lascars,
employed in the fleet in that year.
It can tentatively be suggested that the estimates of
the table are nearer the level of seafarers' unemployment.

Although from the relentless uniformity of all ranks and

16. Report of the Committee Appointed by the Board of Trade
to Inquire into Certain (uestions Afiecting the Merchant
Marine. i1 = llinutes of Evidence. Cd.1l609. (1S03).
Evidence Mr. J.H., Wilson. 10 April, 1902. para.5326.

17. Royal Commission on Labour. llinutes of Evidence.
Group 'B' Volume 1 (C.06703) Lvidence lir. G.A. Laws,
29 July, 1892. Q5420.




TABLE IV:13 PERCENTAGE ESTIMATES OF UNEMPLOYED

Source 1891 1896 1901 1906 1911
Seamen Mathemmtical Census Estimates 20.8 16.6 15.9 1552 14.7
Seamen Census Estimates 14,0 12.0 12.0 12.0 -
Bever 'idge Estimates 3.5 3.3 3.3 3.6 -

Hobson Index - Number of Employment

(1900 = 100) 53,4 99.3 932.0 98.7 99.3

British Labour Annual Statistics 3.5 333 3.3 3.6 3.0

British Labour Month of Census = 323 3.4 3.2 2.8

Mitchell & Dean. Rll Trade Unien Returns »3.5 33 3e3 3.6 3.0

Mitcﬁe}l &.Dean. gngineering, Metal and 4.1 4.2 3.8 2.1 3.4
Shipbuilding Unions : )

Mitchell B.R. and Dean P. Abstract of British Historical Statistics (Cambridge University Press 1962)

British Labour Statistical Historical Abstract 1886 - 19683 H.M.S5.0. 1976

-ZL =
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ratings levels it would seem that some general valuation
was made to which all groups were then mathematically related.
Hence, while agreeing broadly with the general figure it
is implausible for each group to have achieved the same
level of employment or unemployment.

Such a crude analysis takes no account of seasonal
variations, the lack of economic activity, conditions in
different trades and ports, employment in sail, steam, liner,

tramp or coasting tonnage. Seafarers were, of course, one

of the extreme examples of itinerant, or peripatetic casual
labour. They oscillated between steam and sail, trade and
trade, obeying the dictates of circumstance, deck ratings
being the obvious example.

In Table IV:13, the unemployment levels of seamen are
compared with the general level of unemployment and those
of other groups.

- The table highlights the extremely high level of
unemployment among seafarers, on both criteria compared with
the general figures and those of the skilled trades. The
movement in the general figures bears little relation to

- those of seamen, but this may be due to the long gap between

census figures.,

As with all casual labour, unemployment for seafarers
was an inescapable phenomenon during the period. According
to the 1891 census, quoted above, the annval average was
seven to eight weeks, in later census it was asscsced at
8iX or seven weeks. This is an annual average and as it was
by no means unusval in tramps, and particularly sailing

tramps, for voyages to last considerably longer than a year
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this average, as has already been argued, may be an under-
estimation. But even on this basis, seafarers would have to
serve regular and often long periods of unemployment. Like
British seamen, excludiﬁg Lascars where levels of uvnemploy-

ment are completely unknown, foreigners sailing in U.K.

vessels were unemployed in similar proportions.
"It is assumed that the proportion of Foreigners is
the same among the 'unemployed as among the employed.
So far, however, as the 'unemployed' ashore in the
United Kingdom are concerned it is probable that the
proportion of Foreigners is somewhat less than among
the 'employed', for it is not unlikely that a certain
nunber of them will spend their time ashore in their
own country; moreover, foreigners in crews shipped and
discharged abroad, whilst increasing the number of ‘
employed foreigners, do not swell the number of the
tunemployed' in the U.K." (18)
The presence of strong competition in the job market
is often accompanied by an intensification of the workload
particularly where an industry is undergoing major techno-
logical change and labour is unorganised. The construction
of an even vaguely acceptable guuge of workload of seamen
during the late Cl9th presents as yet unsurmountable problems.
Attempts to make a partial productivity measure which
requires the ratio of two indexes, an output index and an
input index, failed for lack of adecuate information on
production of sail and steam in terms of ton miles. The
magnitude of these difficulties increases in an industry
like shipping where capital is being substituted for labour

in both sail and steam, and the growth of efficiency in all

sectors is evident in the declining costs of ocean trans-

18. Population Census. 1891 op cit. p.l1l3




TABLE IV: 14 -

TOTAL SEAMEN EMPLOYED: % EMPLOYED, RATIO MEN PER 100 TCNS IN STEAM AND SAIL

1854 - 1895
SAIL STEAM
YEAR % OF TOTAL RATIO % OF TOTAL RATIO NUMBER RATIO
EMPLOYED LABOUR EMPLOYED LABOUR

1854 90.2 4.2 9.8 7.5 162,415 4.4
1860 84.8 3.8 15.2 6.5 171,592 4.0
1865 80,2 3.4 19.8 5.6 197,643 347
1870 75.1 953 24.9 4.7 195,962 3.5
1875 €3.2 3.1 36.8 3.9 199,667 3.4
1880 56.3 2.9 43.7 3.3 | 192,972 3.0
1885 45.8 97 54.2 2.8 198,781 2.8
1830 35.6 2.9 64.3 3.0 213,374 2.9
1895 29.8 2.6 7042 2.8 212,409 2,7

SOURCE:= General Register of Shipping = Parl.Papers
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(19)

prortation after the mid 1870s shown by falling freight rates.
The lack of any estimates 2s to the intensification of sea-
ferers' workloads necessitates turning to contemporary
reports of Commissions and Committees, the literature as well as
tc Board of Trade estimates of the ratio of men employed per
hundred tons. Table IV:l4 highlights two inter-related
trends, the movement in the proportion of labour employed
from sail %o steam and the fall in the number of men per 100
tons. Beginning slowly, withbslightly less than one quarter
being employed in steam by 1870, the pace quickens during

the next two decades with a 41% changeover with nearly two
thirds of labour in steam by 1890. In general terms, there
is also a steady fall in the number of men employed per ton
throughout the period. The break in the trend in 1890 is

due to statistical changes, the inclusion of lLascars, masters
and others in the figures post 1886, and can therefore be
ignored. The ratio figures can be criticised for under-
estimating the actual extent of the dovmward trend, for they
viere based on register figures usually provided when a vessel
was new, and in virtually all cases they were shovm to be
lower in practice. This was to some extent confirmed by

the principal clerk to the Marine Department of the Board of

Trade in 1894. Exemining the returns of the Court of Inquiry

19. Deakin B.i. and Seward T. Productivity in Transport:
A Study of Employment Capital, Qutput Productivity
and Technical Change. University or Cambridge,Department
of Applied conomicg. Occasional Fapers: 17.
Cambridge University Press. 1969.
Knauerhase R.The Compound Steam Engine and Productivity
Changes in the German Merchant Fleet, 1871-1887.
Journal of Economic History Vol.28 1968 and (Cont/...)
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TABLE IV:15 SEAMEN EMPLCYED IN SAIL
% EMPLOYED AND RATIO MEN PER 100 TONS IN DIFFERENT TRADES

1854 — 1900
HOME TRADE &
HOME TRADE PARTICULAR FOREIGN TRADE
FOREIGN TRADES
% OF TOTAL % OF TOTAL % OF TOTAL % OF TOTAL
YEAR EMPLOYED RATIO EMPLOYED RATIO EMPLOYED RATIO LABOUR EMPLOYED
LABQOUR LABOUR LABOUR IN SAILING VESSELS
1854 21.2 5.0 5.0 4.0 64.0 4.0 71.0
1860 99,8. V| -4.8 5.0 3.8 56.9 3.5 671
1865 19.0 4.7 5.3 5.7 55.9 3.0 69,7
1870 20.5 5.3 5.2 3.4 49.5 2.8 65.9
1875 18.7 Ko 3.8 3.7 40.7 2.6 64.2
1830 18.6 5.2 2.9 3.8 35,2 .3 62.4
1885 17:2 5.2 SiT 2 3.8 27.3 2.1 59.6
1890 15.9 6.5 0.9 4.4 18.8 1.9 52.9
1895 13.2 6.6 0.5 4.5 16.1 1.7 53.9
1500 9.6 6.3 0.3 4.5 10.4 1.6 51.3

SOURCE:- Register General of Seamen

=jF =
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into casualties since 1877, he declared,

"that 45 steamshins and 24 sailing ships were under-

manned and 35 steamnships and 41 sailing shins were
not undermanned; that is to say that the court either
said they were not undermanned or would not say that
they were undermanned." (20)

This was due to the lack of any legal or other definition of
levels of manning. When the results of 40 courts of inguiry

were translated into a table(zl)

it revealed discrepancies
between actual levels of manning and those provided by the
Registrar, in virtually all cases and not only those accusecd
of undermanning. Other evidence discussed below tends to
confirm this,

Keeping this inaccuracy in mind, the individual sectors

of the industry must be examined separately since the effects

~were by no means uniform. Table IV:15 shows the position in

relation to sail. Home Trade and Partial Foreign Trade is

of only marginal importance, as the table indicates, and for
bPresent purposes can be included with the Home Trade. Here
the percentage of the total employed labour force declined
steadily and rapidly after 1880. The ratio of men per 100
tons is in contradiction to other groups and this. can presum-
ably be attributed to two factors. In the small vessel used
on the coast there was little or no opportunity to take
advantage of economies of seale during this period. Older

small deep sea vessels would be transferred to the coast and

19. Cont. Walton G.M. Productivity Change in Ocean Shipping

after 1870: A Comment. Journal of Economic History Vol.20

1970.

20. Manning of British Merchent Shivs (1896) op cit para.65

21. Ibid. Appendix ACE) No.4 p.887
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the decline in coagtal sailing tonnage meant that there
was little new building. In terms of manpower in sail
coasting constituted only some 30% in 1854, and by 1890
well over 4%% of the sailing labour force was on the coast.
This meant that deep sea sailing seamen would be forced
increasingly either into coastal sail or steanm.

During the 1850's foreign going sail employed over -
60% of all seafarers and all sail employed 70% of all seafarers.
During the two decades, 1870 to 1890, there is a fall of
over 30% in total employment and over 16% in the 1880's.
In other words, the proportion employed in foreign-going
sail was halved. Of the total seamen employed in sail
the percentage contracted only mildly until 1885, then there
was half a decade of rapid contraction, the severity of which
is underestimated by the statistical changes of 1886.

It is in the ratio of men per 100 ton of vessel that
the contraction is remarkably consistent, despite 1886,

which seems to confirm that few Lascars served in sail.

Mention should be made here of the contemporary argument
that ratio of men to sail area was a more relevant standard
on which to judge manning. It is impossible to consider
the validity of this criteria for lack of information. The
contraction in the ratio of men is due to some extent to
labour saving devices, in particular the stesm windlass,
éumps and steering, and reefing gear such as the Cunningham,
which allowed reefing from the deck with few hends aloft.
Of greater importance was the growth in the sigze of vessels

and the modification or changes in rigs. At the beginning

of the period, large crews were required to work the vast



- 80 -

square sails, extending to the full height of each mast
section. Progressively, these sails became smaller; for
example, topsails and top gellents, some with fewer reefs,
were divided into two parts, respectively upper and lower
topsails and top gallents. Studding and sky sails gradvally
disappeared after 1875 and spar lengths were also shortened.
A Liverpool shipowner, J.E. Anderson, stated in 1886

"A few years ago some cases of undermanning came to

his knowledge where the. ovmers increased the size

of the spars and masts of their ships very greatly,

without increasing the number of the crew sufiic-

iently. It has been found that these large masts

require an enormously powerful crew to be of any

advantage, and general opinion has now come round
to having smaller masts."

“Pheir own ships have very small spars." (22)
As competition intensified, indicated by declining freight
rates, vessels were converted or built with fore and aft
sails supplying the main poﬁer source. These could be set
and taken in from the deck, requiring few men to deal with
them. The full rigged ship became obsolete, and with many
other types, were converted. Brigs were commonly converted
to Barques, or in the case of small vessels, topsail schooner
or schooners. The basic reason being that of economics,
particularly of labour costs, about 20% of total sailing
vessel costs. :

Crews, it would appear, were generally reduced over time

and not necessarily because of some basic change in their

22, FPFinal Report of the Royal Commiscion on Loss of Life
at Sea. Part Il. C.5227 Parl.Papers xliii. para.ll,488-90
For similar see para.ll,687-89
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Brassey made the point, after comnissioning research
"It results from Professor Biles incuiry that the
nunber oif men carried in sailing shiops generally
decreased with the lapse of time - that is to say
that fewer men are carried in any given ship as
the ship grows older." (23)
Longer term statistics produced by the Board of Trade
confirmed this as indicated in Table IV:16. This is based
on only a limited number of vessels, but it seems to
confirm much already discussed. A footnote to all th
tables from which the above was extracted stated,
"ships belonging to certain well-known firms have
been selected a2t the chief ports of the U.K. as
representative of their class, care being taken
to select those vessels which it has been found
possible to trace on the Registers on both of
the years."
Vessels of 'well-known' firms were presumably those operating
the best manning practicesQ Yet here, with only one decadal
exception, the size of actual crews fall in the region of
12% and 16%, ratings again suffering the greatest fall,
especially A.B.'s. Effective totals are based on Sir Digby
Manning's criteria for effective crews on which to base
comparisons. He explained.
"Ior instance, one ship might be manned by a crew of
boys and another by a crew of men ... fair in that
respect as hetween ship and ship that is to say, I

have considered two idlers or two boys as equal to
one effective man." (24)

23. Lord Brassey Papers and Addresses. NMercantile Marine
and Navigation from 1871 to 1694 Longmans Green & Co.
Tondon (1894) p.164

24. Report on llanning of British Merchant Ships (1896)
op cit. para.22,217




TABLE IV:16 COMPARATIVE ANALYSIS OF CREW IN SATILING SHIPS ENGAGED IN FOREIGN TRADE - 3Y DECADE

COMPARATIVE YEARS . 1845-1855-1869 1865=-75 1870-80 1875-85 1880-90 1885-95
(SAIL & STEAM)
NO. OF VESSELS IN SURVEY 22 31 '35 35 29 29
CAPACITY
MATE (MASTER)®* 46 31 27 69 59 66 64 88 80 91 92 102 94
MIDSHIPMEN - - - 1 3 3 5 10 6 8 5 11 3
BOATSWAINS 6 154 14 24 21 25 22 22 20 19 11 20 16
Q.M. - - - 4 - - - 6 8 4 4 4 4
CARPENTERS 21 18 2 Iy 31 30 35 33 34 31 25 25 29 2
SATILMAKERS 7 10 4 21 19 17 21 26 28 17 15 22 23
A.B. 227 188 153 410 389 404 366 478 414 313 270 417 343
ORDINARY SEAMEN 21 44 45 87 59 76 72 70 53 37 39 40 45
APPRENTICES 76 28 9 52 26 39 37 100 82 106 72 99 85
BOY - 3 6 23 16 17 14 16 19 16 20 14 15
OTHER PERSCNS 37 34 24 105 85 85 84 116 98 . 99 75 12 5
ACTUAL TOTAL 463 417 348 837 702 767 718 966 839 735 529 853 722
EFFZCTIVE TOTAL 378.5 340 286.5 | 698.5 602 {656.5 610 804 693 565 517 708 €04
% CHANGE EFFECTIVE - -  24.8% - 13.8%| - 7.1% - 13.8% - 13.1% - 14.7%
NO. OF MEN PER 100 TONS 1 i
NO, OF FCOREIGNERS =
(EXCL. LASCARS) 22 44 49 118 148 117 159 188 223 162 138 176 176
% CF FOREIGNERS - - - 14.1 21.1 (15.2 221 19.5 26.6 22.0 2 2062 24.4
% OF FOREIGNERS WHO WERE -
SCANDINAVIAN 31.7 40.2 }49.0 51.6 51.6 53.1 | 43.1 Sé. 44,8 5445
% OF FOREIGNERS WHO WERE -
GERMAN - 18,2 [23.1 13.8 11.7 157 | 17.3 16.6 13.4 15.9
% OF FOREIGNERS FROM
U.S.A. - 6.0 | 9.4 8e5 4.4 3.6 9.3 7.2 16.3 7.9

* Masters included post 1886

Source:-~ Registrar General of Seamen

- 29 -
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He defined effective hands as Officers, incliuding the Haster,
Boatswaing, Quartermasters, A.B.'s and Ordinary Seamen (0.S.)
The inclusion of the latter as one full effective hand was
auestioned, idlers were carpenters, sailmekers, stewards,
apprentices, boys and other persons, these were calculated to
be equal tc half an effeetive hand. The table shows that

the nunber of 'effective! hands was similar in magnitude in
all decades except one, to thqt of the actual number. It
appears that the contractlon was not only in 'idlers' but

in effective hands, presumably a linmited indication of

increased workloads. The r?tio of men per 100 tons are
compatible with the early general sail figures, if a little
lower at the beginning of the period and higher towards the
end. The lower section of the table confirms the earlier
discussion of the general expansion in the number of foreign
seafarers in sailing vessels.

Both the previous tables have given general figures of
men per 100 tons ratios. These, of course, will vary accord-
ing to the size of the vessels and the following table
illustrates these variations, in selected tonnage ranges,

containing broadly the largest number of seafarers.

TABLE IV:17
FOREIGN GOING SAILING VESSKLS: RATIO OF MEN PER 100 TONS NET

TONNAGE RANGE 1871 1881 1891
3= 400 3.16 2.93 2.68
8 - 1,000 2 oo 2.19 1.98
1,200 - 1,500 2.,15% 1.99 1f30. i i—grzgghtabh
2,500 - 3,000 Ti46 149771525
3,000 plus 1.33 b 1.19
All groups* T e Lo BT

SOURCE:~ Report of the Mannine of British Merchent Ships.l1896
Appendix A No.6 p.833, 4 & 5
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The figures show a similaf pattern to that of the
general table, that is a steady contraction throughout the
period, ratios in the larger vessels being considerably
lower than that in the smaller tonnage. The large vessels
were, of course, increasing in number throughout the period.

What emérges from this general examination of manning

in British sailing vessels is the lack of any basic criteria

on which to make an adequate assessment. The evidence is of

broad contraction in the numbér of men per ship, but to‘what
extent this was accomplished through technological change

or increasing intensity of work cannot be accurately assessed.
However, in the increasingly competitive commercial climate

in which sailing vessels operated, technical change appears

the predominant factor in the early part of the period.
Later this changed to pressure on increasing the seafarers'

workload, an assessment which finds some confirmation in

8tudies of seafarers' leisure activities. Ashley, for example,

points out that folk art at sea attained its peak of achieve-
ment in the early part of the century, when ships were manned

adequately. This began to change in the late 1860'9.(25)

The obvious weakness of such a general assessment is

that it obscures the wide variation of conditions and exp-

erience between vessels. Variations that were superimposed

on the uneven nature of the seamen's task in relation to
é60graphica1 position and trade,fsf =ror'e'flying fish weather!
can chanéé?%z become long frustrating calms, or gales equal
to the danger or exhaustion of rounding the infamous Horn,

When the task was performed in an under, or barely properly

25. Ashley C.W. The Ashley Book of Knots New York (1950) p.2
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manned vessel difficulties could arise. TFor example, of a

man or men proved 4o

"to he incompetent to discharge properly the duties
of seamen. The ignorance or incapacity of these
men threw additional work on the good seamen, cause
dissatisfaction in the ship and enhance the danger
of navigation." (26)

Dana, in his fawous book on American siips, Two Years Before

the Mast, writes, somewhat earlier, of the same problem

should a man fall ill,

"the sick are neglected at sea, and whatever sailors
he ashore, a sick man finds little sympathy or
attention forward or aft." (27)

Weibust treated undermamning as a proverbial fact of life,

requiring neither examination or discussion,

"sailing ships were chronically shorthanded, not a
man could be spared." (28)

Turning to steam tonnage, the contraction in the ratio
of men per 100 tons, in total terms was more rapid than that
experienced in sail. But in foreign trade the contraction
is of a remarkably similar magnitude, between 1854 and 1900
sail contracted 59.2% and steam 64.7%. Table IV:18 shows

steam in different trades.

These figures reaffirm that, in relation to employment
steam progresses slowly and was only a minor element until

the 1870's. That decade saw an 18.8% change, and in the

26. Final Report of Royal Commission on Unseaworthy Ships
C.1027 Parl.Papers Vol.XXXIV p.xii 1874, also see
para. 13679 and 15340

27. Dana R.H. Glasgow (1840) p.132

28. Weibust K. Deep Sea Sailors: A Study in iaritime Ethnoiogy
Kungl Bortrycherist F.A. Norstedt & Soner. Stockholm (1969)

p.104.




TABLE IV:18 STEAM TONNAGE: % EMPLOCYED

AND RATIO CF MEN PER 100 TON NET IN DIFFERENT TRADES

HCME TRADE &

HCME TRADE PARTICULAR FOREIGN TRADE
FOREIGN TRADES
% OF TOTAL % OF TOTAL % CF TOTAL % OF TOTAL

YEAR EMPLOYED RATIO EMPLOYED RATIO EMPLOYED RATIO | LABOUR EMPLOYED

LABOUR LABOUR LABOUR IN STEAM TCNNAGE
1854 2.36 7.1 0.8 6.9 6.6 Te7 67.4
1860 2.7 €.9 1.0 5.8 10.5 6.5 €8.8
1865 4.1 6.1 1.0 4.6 14.6 5e5 73¢9
1870 5.8 6.7 2.1 3.9 16.9 4.4 67.9
1875 6.8 5.8 2.8 3.8 27.2 3.7 . 74.0
1880 73 5.9 1.4 3.9 35.0 2.9 80.1
1885 S.1 6.0 3.2 3.8 43,5 2.5 80.2
1890 9.7 7.0 1.8 3.3 52.7 2.7 82,1
1895 12,6 de5 2.7 2.7 54.9 2.4 7842
1900 16.3 7.9 2.0 2.6 8l.4 2.7 77.1

SOURCE:~ Register General of Seamen
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1830's there was a decade change of 20.6% from sail to steam,
the largest in both percentege and numerical terms. The
table highlights the remarkably hich level of emmloyment

in steam vessels in the foreign trade, varying between 67%
low and 82% high. Hence in percentage terms, Home Trade and
Home and Partially Foreign Trade, were generally in the area
of 30% of employment in steam. While in terms of total
seafarers employment they are of little importance until

the 1890's when they occupiedhapproximately 15% of total
seafarers. In the Home Trade the ratio of men per 100 tons
remained high throughout the period. This is due to a
number of causes. The high ratio is consistent with the
small size of vessels employed in this trade. Obsolete
foreign going vessels with high ratios would be transferred
to coastal work. PFinally, the period saw the development

of the steam passenger trade, for sea crossings in the British
Isles and the Near Continent. They offered increesingly
luxury services entailing larger crews, especially in the
catering department,

The vast majority of tonnage and labour employed in
steam was engzged in the foreign trade. In the general
swing from sail to steam employment the 1870's and the 1880's
particularly, are the vital decades. In the menning ratios
these appear to be less important for the contraction is

repid in the central decades, slowing down by the late 1880's;

here, once again, statistical reorganisation means the slight
rise in the 1890's can be ignored. These ratiog are some~
what high as already argued, but they must be treated with

caution for another reason, for unlike the sailing vessel,
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where there is virtually an automatic relationship between
large size and small ratio, the massive expansion of the
emigrant and passenger trade was concurrent with the devel-
opment of the large steam propeller passenger vessels, This
being the era of the high prestige passenger liners which
carried large crews, if only in terms of catering staff, The
extent of their influence on the ratios is impossible to .
calculate accurately, but the following table gives some

indication of this trend.

TABLE IV:19
FOREIGN GOING STEANM VESSELS: RATIO OF MEN PER 100 TONS NET

TONNAGE RANGE 1871 1881 1891
3 - 400 6.38 5.25 5.62
8 - 1,000 3.78 2.60 2.52
1,200 - 1,500 4.02°" 2.42"" 2,13
2,500 - 3,000 3448 .+ 3.29;,1.3:25
3,000 plus 2.67 3.58 4.19
All groups* 4.30 2,80 2.61

SOURCE:~ Report on the fanning of British Merchant
Ships 1896. :

Appendix A No.6 p.883, 4 & 5
¥ in much larger table

The all groups total ig similar to that of the general
table above, but this general table masks the contradiction
of a range breakdown. The expected contraction with increased
size, particularly in 1881 and 1891, occurs in the range of
up to 1200 to 1500 tons, the group containing the tramp
tonnage and the majority of cargo liners in the fleet. It
is the tonnage range above 2,500 which contains the passenger
liner fleet that, for reasons,already explained, the trend

becomes contrary to expectation.
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The higher ratio of mamning ssys little about the
intensity of workload bec=use, in these larger vessels the
nature of the task was basically changed. There is no
shortage of statements on the reasons why these vessels
were preferred; for example, in a Report of 1874, it states,

"It is admitted that the coasting trade, and some

of the great lines of steamers attract the steadiest

and best seamen. Voyages in which men are not long

absent from home and where vessels return period-

ically to the same port are neturally preferred.

The wages, the accommodation and the food, are

generally better in the large steamers." (29)
However, such statements say nothing about workload and the
growing sector of steam tramps is ignored.

It is remarkable that, in a similar way to sailing
vessels, a decadal .examination of steamer's crew size show
contractions, remarkable for as Goss observed, the

"effectiveness of 2 factor of production in, or around

a ship is largely determined by the design of that
ship. Once you built a ship intended to be operated
by a given number of crew it is quite difficult to
change either the number of men or the proportion
of the various grades." (30)
Yet, as Table IV:20 illustrates, changes on both levels did
occur in the last four decades cf the Cl9th.

In a footnote to the sources of the table, the following
statement was made,

"In the above table ships belonging to certain well-

known firms have been selected at the chief ports

of the Uniteéd Kingdom as representatives of their
class, care being taken to select those vessels which

it has been found possible to trace on the Registers
. of both of the years."

29. IPinal Report of Royal Commission on Unseaworthy Ships
op cit and paras. 1,797, 13,264 and 14,245,

30. G oss R.0. Economic Criteria for Optimal Ships Designs
Transactions of the Royal Institution of Naval Architects
Oct. 1965,




TABLE TV:20 COMPARATIVE ANALYSIS OF CREW IN STEAM SHIPS ENGAGED IN FCREIGN TRADE BY DECADE

CCMPARATIVE YEARS 1865-75 1870-80 1875-85 1880-90 ! 1885-95
NC, OF VESSELS IN SURVEY 25 25 35 32 | 38
CAPACITY
|

MATE & (MASTER)™ 67 69 68 63 104 97 150 147 | 170 168
BOATSWAINS 23 24 21 22 48 41 45 52 52 4
Q.M. 19 15 19 10 22 19 44 47 46 46
CARPENTERS 25 22 29 21 35 33 36 33 43 39
A.B. 349 323 279 258 483 364 460 £06 460 376
ORDINARY SEAMEN 50 49 41 13 35 22 40 42 I 26 3
APDRENTICES & ot 2 - ¥ L 8 - " 2
BOYS 25 17 20 10 10 11 41 32 19 18
ENGINEERS 78 79 82 79 137 130 142 142 169 169
FIREMEN 220 206 246 186 329 302 460 452 491 443
CTHER PERSON ENGINE DEPT - - - - - - - - ] 86 102
LASCARS ) D. HANDS A & = = w g 124 128 205 204

" ) ENG DEPT o > = - - i 156 174 273 323
OTHER ASIATICS) STEW DEPT L 2. - " - 4 52 45 120 120
STEWARDS - - - - - - ~ - ; 605 682
OUTHER PERS3ONS 439 345 281 281 569 495 699 766 i 53 68
ACTUAL TOTAL 1295 1149 1083 939 1773 1514 2449 2461 | 2826 2238
EFFECTIVE TOTAL 1039 945 909 772.5 | 1428 1229 1706.5 1675 | 1759 1710
ACTUAL % CHANGE 11:3 1353 12.6 0.4 | 0.4
EFFECTIVE % CHANGE 9.0 15.0 14.3 2.0 | 4,7
ACTUAL % CHANGE (EXCL. s [ .
LASCARS) 3 - - e =
NO.OF MEN PER 106G TON 4.8 4,26 | 4,45 3.86 3.47 2.96 2.89¢ 2,81* | 2,57+ 2.50¢
NO.OF FCREIGNERS 70 73 56 61 115 130 133 78 | 169 139
% OF FOREIGNERS 5.4 6.4 | 5.2 6.5 6.5 8.6 5.4 3.2 | 5.9 4.9
SCANDINAVIANS 44,2 35.6 | 26.8 27.9 29.0 36.9 34.6 43.6 | 44.4 43.1
GERMANS 24,2 24.6 )" 23,2 31.1 13.5 17.7 20.3 14,1 | 21.9 17.3
U.S.A. 4.2 8e2 1.8 14.7 6.4 10.8 5.1 | 9.5 8.6

15.0

~ Included from 1835
¢ Not excluding Lascars

Source:- Registrar General of Shipping

- 06...
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It may be presumed that these companies had the best manning
practice in the steam fleet. Yet there is an unexpected
similarity in the manning ratios in these limited samples
to the general foreign %rade steam figures above, as well
as a long term contraction of like magnitude. It is also
noticeable that the first three periods witnessed substantial
contraction in manpower both actual and effective, using’
Sir Digby Manning's criteria. In the later periods the
contraction, using all criteria, and excluding Lascars, is
comparatively minor. This is eiplained by the stewards, etc.,
and other persons, the catering staff, who in the last two
periods against the general trend expanded substantially
as the standards of passenger comfort rose. This group is
defined among the idlers by Sir Digby Manning, and the
increase fails to mask compietely the decrease in effective
manning. In all capacities, with one exception, Lascars
increase, foreigners are as expected, a minor general
element in steam tonnage, but here, once again, they manage
to expand against the general trend until the last two
periods; why this happens is not clear. TForeigners consist
of the same major national groups as in sail, Scandinavian
and German being in excess of 50% in virtually every example.
Foreigners were only a small proportion but, as already
argued, their presence only seriously affected ratings, in
éarticular deck ratings, and to a lesser extent that of
the engine room. As Table IV:20 reveals, it is precisely
these groups who, in real terms, over the whole period
suffered their greatest contraction. For deck ratings, this
increases in severity as the century progresses, but in the

engine room ratings' case, the process is reversed somewhat,
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the largest contraction coming early in the period.

It is undeniable that there was a decline in the rutio
of men per ton in all vessels, but especially in the foreign
going vessels. A situation which impnlied an increase in the
intensity of the work load and the patterns of lebour; what
it is difficult to assess is the degrec of th-t increase.
Contemporary discussion of this throughout the period was
intermingled with that of safety, and was concerned with
both the guality and quantity“of the seafarers employed. It
has already been pointed out that incompetence in the crew
threw an extra burden on the other members, a particularly
important point if the vessel was under, or inadequately,
manned. Throughout all the evidence there is a dichotomy
between the majority of shipowmers operating adequately
manned veésels and the remainder who undermanned their
vessels, and overworked and endangered the lives of their
employees. It was illustrated in 1873, by the shipovmer
llacIver, when he attributed collisions to undermanning,

"Men on foreign voyages are entitled to a full allow-
ance of sleep undisturbed. I have no right to call
that man up and break his sleep unless it is for
something out of the common. That is not the rule
with some shipowners." (31)

Gray, in his report tc¢c the Commission on the Loss of Life at

Sea 1886, made similar comments.

"The Board of Trade have reason to believe that many
ships are dangerously undermanned, and that collisions
and other casualties are the result." (32)

31l. Preliminary Report of the Royal Commission on Unseaworthy
Ships. C.853 (1873) para.9, 300

32, Report to the Right Honourable the President of the
Board of Trade. 1096 op cit. pP.l7
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The majority Report on Manning of 1896 supported this kind

of statement, stating,
"We are glad to record that reprasenta
of the largest and most successful ch
in the United Kingdom have appearcd before us, and
have shown not only that their ships are manned in
an unexceptionable manner, but have acknowledged
that it is in the owner's interest to man his ships
well,."

tives of some
povning firms
-

s
e
e

and going on to say,

"On the other hand, the Comnittee have found that
in cdertain classes of ships there is a tendency to
reduce the number of men, out of proportion to the
adoption of improvements in the rig or labour saving
appliances of the vessels, and that many vessels that
have been referred to in evidence or reported on by
courts of inquiry, have not been so manned as to
conduce either to safety or to the well-being of the
crews." (33)

lach of the evidence put to the Commission suggests that a
considerable proportion of this undermanning was in certain
sectors of the industry. This is perhaps best summed up

by Captain Froud,

"My belief is, after thinking the matter out care-
fully, that a very large nunber of tramp steamers
and many sailing ships are seriously undermanned,
and if I may add it, under officered." (34)

It is fair to assume, therefore, that there was a

considerable amount of undermanning during this period and

that such undermanning meant extra work for the seaman., This
was in addition to the generally increased workload as
illustrated by the tonnage/men ratios, but was not, however,

reflected in increased rewards.

33. Report of Manning of British Merchant Ships. (1896)
op cit. para.6 and 7

34. Report Loss of Life at Sea Part II. para.7327
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The seafarers' rate of pay was dictated by the free
play of the economic forces of demand and supply. Although
the days of not paying the individual seaman if the vessel
‘ received no freight hud‘passed, freight levels remained the
key arbiter of wage rates. This relationship is illustrated
in Graph IV:l; based on an index of A.B.'s money wages, the
génerally accepted indicator of all wage movements in the
industry in both sail and steam tonnage.

Wnilst there is a similar movement in seamen's wages and
average money wages evident between 1869 and 1873 and 1833
to 1890, together with a fall in tramp freights which bear
some resemblance to the decline in the price index, these
are of no major significance. What is obvious is the
positive correlation between seamen's wages and freight rates,
this shows most clearly in A.B.'s in sail and the tramp
freight index. The reason for this being that, as the period-
progressed, sail became almost synonymous with tramps. '
Particularly important in this present discussion is the
volatile natﬁre of freight rates and the degree and speed
with which they affected wage levels.
. Whilst this analysis gives a good indication of the
volatile nature of freight rates and their general relation-
ship with wages, it cannot illustrate the complex nature of
Wages within specific ports. This is shown
in Table IV:21.

Thus an individual seaman was faced with 2 multitude

of rates. TFor example, in Bristol in 1870, there was 15/-
difference in the rates he could receive in sail, and a

similar difference existed, but at a higher level, in what



TABLE IV:2] A.B. WAGE RANGE ALL TRADES (SHILLINGS)

(MIN. - MAX.)

1860
(ALL VESSELS)

1870
1875
1880
1885
1890
1895

1898

NEWCASTLE
BRISTOL GLASGOW LIVERPCCL LONDCN SHIELDS EXTENT
SAIL | STEAM SAIL STEAM | SAIL STEAM | SAIL | STEAM SAIL STEAM Cr
RANGE
50-50 - 50-70 - 50-60 - 50-60 ~ 50-70 - 50-70"
50-65 | 60-75 | 55-80 | 60-80 50-50 55-80 50-70 50-80 | 50-65 | 60-70 50-80
60-80 70-80 | 70-90 70-90 | 60-80 55-90 65-70 | 60-90 | 65-80 | 80-80 55-90
50-55 | 60-70 | 45-70 | 55-70 | 50-60 50-80 50-55 €0-75 | 50-60 70-70 45-80
60-60 70-70 | 55-65 | 60-70 | 55-60 50-80 55-55 65-75 | 55-60 70-75 50-80
70-70 | 90-100| 70-73 | 80~92.6 | 60=~70 70-80 70-75 | 80-90 | 65-75 | 90-95 65-100
50-60 | 65-~70 | 55-55 | 65-80 | 55-55 | 65=90 55=55 70-80 | 60-60 70-80 55-50
60-60 | 80-80 | 55-60 70-80 | 55-55 | 60-80 55-60 70-80 | €0-60 | 85-100 55-100

SOURCE:~ Parliamentary Papers

- 66 -
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could be earned in a steam ship. Whereas, to take another
example, in London in 1885, there was a standard rate in
sail, but this was 10/- beloy the lowest rate in 2 steam
ship and a full £1 below the maximum. Therefore, to the
casual nature of his employment was added considerable
uncertainty as to income when he was in work. The scafarer

was not only aware of the local differences of pay, but also

because of his mobility, the extent of the maximum and
minimum nationally which Was in the region of 35/- between
1870 and 1890.

It may be argued that wage rates were affected by the
type of trade in which the vessel was employed. However,
Table IV:22 shows that over a specified trade the same
conclusions can be drawn. Whilst the Mediterranean has been
selected as an example, an examination of other trades shows
similar results.

What both tables highlights is the higher level of pay
in steam than in sail, this appears to be peculiar to the
British industry at this time.(3%) The low rate in sail
meant that these ships were avoided by experienced seamen
whenever possible. Gray says

"the reason why they had not better sailors in sailing

ships was not because seamen were worse as a body,

but because some particular trades and services would
not give sufficient wages to attract good seamen." (36)

I

35. In Norwegian vessels for example no such difference
existed.

36.  Quoted in Lord Brassey British Seamen Longman (1877)




TABLE IV:22 A.B. WAGE SAIL AND STEAM - SHILLINGS

VOYAGE TO MEDITERRANEAN - 1860-1898

(MIN, - MAX.)

BRISTOL GLASGOW LIVERPCQOL LON? OoN NEWCASTLE Exg::‘I T
SAIL | STEAM | SAIL | STEAM | SAIL | STEAM | SAIL | STEAM | SAIL STEAM | . oo
{
1860
(ALL VESSELS) | 50 =, . |dss - | s0 - | s0 - |60 - 50-60
1870 55 6075 | 60 65 | 50 60 50-55 | 60-70 | 57.6 |70 s0-75 |
1875 70-80 | 80 70 g0 | 60 70 70 75 70-75{80 €0-80 |
1880 55 65-70 | 55-60 | 60-70 | 50 55 50-55 | 65-75 | 55 |70 50-70 |
1885 =" 55-60 | 60-65 | - | 60 55 65-75 | &0 |70-75 | 55-75 |
1890 > Mop a4 - | 80 70 80-90 | 70~75{90-95 | 70-95 %
1895 = [ 55 70 55 70 - | 78] - |80 55-80 |
1898 60 80 55-60 | 70 55 70 55 70-80 | 60 |85-100 | 55-100 E
|

SOURCE:- Parliamentary Papers
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One way of securing men was through the use of the
advance notes, sometimes referred to as half pay notes.
This entitled a seaman's nominee to an advance on his wages,
the note being cashed after the ship had sailed. Crimps
discounted these Notes and then ensured the seaman actually
sailed.

"The advance note is retained in sailing ships chiefly
as a bounty to induce sailors to accept lower wages.”" (37)

Attempts were made to abolish such notes in the llerchant
Shipping Act of 1880, but this was strongly resisted by ‘
sailing ship owners who used what is known as a Bonus note
which gave a seaman's nominee all his first months pay while -
he signed on at a rate of 1/- for that month. The success of
this ploy resulted in the Advance Note being reinstated in
the Merchant Shipping Act of 1884. The retention of the
Advance Note perpetuated the role of the crimpjas has been
said

"the seedy boarding house keeper crimp and the runner

with his cart and knuckle duster helped the sailing
ship owner to survive into the C20th by keeping his
wage costs down." (38)

Even taking into consideration the higher rates of pay

in steam throughout the period, the seaman was regarded as

poorly paid, particularly in view of the irregularity of

employment. A representative of the shipowners £&ve credence

37T. TLord Brassey (1894) op cit p.50

38. Jones S.'Blood Red Rose: The Supply of lMerchant Seamen
in the Nineteenth Century' The llariners Mirror Vol.58
No.4 (1972)
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to this assessment of the seafarers position, although
ostensibly denigrating the activities of the seamen's organis-—
ation, when in giving evidence before the Royal Commission

on Labour in July, 1891, he replied to a suggestion that

money wages had doubled in the previous twenty or thirty

years by saying

"I do not wish you to infer that the wages are really
double what they were, or even that the wages per
annum have much increased. I do not believe that
the casual seaman of today gets more money than he
did then, because then they were sailing ships, and
it was a constant employment for the men. They came
back after one or two years with a lot of money to
take. He had been constantly employed and regularly
fed. Now the man comes back after a voyage of a
month or two with £3 10s, ten shillings of which is
paid to the crimp to get him a ship. TIor a month,
perhaps, at a time he is without a ship. Although
he gets £4-10s, he is not at the end of the year
able to spend more money upon nimself or his family
than he would when he was getting only £2-10s."

"Do I understand you that now the seamen isg, on the
average, only employed about 6 months in the year?"

"I fancy that is about it, except in the very best lines,
where they keep them on constantly, or in the home
trade." (39)

39. Royal Commission on Labour Minutes of Evidence
Group B Vol.l UQs.5359A and 5360
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TABLE IV;23 NUMBER OF OUTBREAKS OF SCURVY
REPORTED TO THE BOARD OF TRADE FRCM 1889 to 1901 INCLUSIVE

YEAR NO.OF NO.OF
CUTBREAKS CASES
1889 20 62
1850 11 26
1891 13 26
1892 22 59
1893 16 66
1894 18 68
1895 14 61
1896 14 . 47
1897 15 79
1898 11 26
1899 8 22
1900 6 11
1901 3 22
TOTAL DURING
13 YEARS 171 575

SOURCE:~ Report of Mercantile Marine Committee

Parliamentary Papers LXII Appendix A No,14 ( 1903)
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The relative position of the seafarers was measured

both in terms of their poor pay and the conditions under
. " /
which they worked.

"Teking into view the conditions of a seaman's life -
the danger to which he is exposed, and his long
separation from home -~ it is evident that he is but
poorly compensated for the privation and hardship
to which he is subjected." (40)

Part of the privation was related to the standard of
accommodation and food. It is virtuvally impossible to
provide an accurate assessment of how adequate the seafarers
diet was. There was undoubtedly, as there had always been,
a diversity of practice among different owners. "To some
the f Ry - o W 4 w(41)
ood, though uninviting and plain, was wholesome,
but one shipowner agreed in some cases that the standard was

very low indeed
"I suppose we may pick out gross instances of seamen
being badly fed in every trade ... which may be
perfectly true, but I say it is an instance which is
very much the exception." (42)

Just how exceptional is perhaps open to question since

Dr. Spooner, in a report to the Board of Trade, stated that

"sailors as a rule are fed on worse than workhouse or prison

fare."(43) The fact that scurvy (see Table IV:23), probably

the tip of a malnutritional iceberg, was still in existence

40. TLord Brassey (1894) op cit. p.129

N

41. Royal Commission on Lebour Minutes of Ividence
bvidence of G. Laws. Group B vVol.lIl (cmnd ©795) Q14,754

42, 1Ibid para.l3,429
43. Ibid quoted by Plimsoll S. para.ll, 297
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in the British Merchant service throughout the second half
of the C19th, although it was "almost unknown in French
and Dutch ships" and "had been for years unkﬁoun in the
British Navy”(44)does provide some indication of the
inadequacy of diet in merchant vessels.

It was, howe?er, the element of danger to which Brassey
had referred, rather than accommodation and food, which -
provided the basis of Plimsoll's crusade which began in 1868,
The main aim of his campaign was the compulsory survey of
ships and the fixing of a maximum load line. On the one hand
the national campaign evoked an unprecedented sympathy for
the seafarers conditions and on the other, revealed to the
seafarer the possibility of questioning and thereby improving
his position. It also showed that the state could be
impelled to intercede in his employment situation, through
the agency of the Board of Trade. \Whilst this was the theory
behind the subsequent legislation, both Plimsoll and the
seafarers were inclined to suspect the Marine Department
would be more amenable to the shipowners viewpoint than
Plimsoll certainly felt that

their own.

nthe Board of Trade, rather than the shipowners as
a body, constituted the main source of opposition
to him. Other Liberals agreed, at least to the
extent of blaming the President of the Board of
Trade, Adderley, for paying too much attention to

the shipping interest." (45)

44. Tord Brassey (1894) op cit p.82

'Samuel Plimsoll and the Shipping Interest'

45. Alderman G. _
Vol.l No.l April 1971

Maritime History
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Nevertheless, Plimsoll and the subcequent legislation

increased the power of the Board of Trade and it added a

further consideration to the calculations of the shipowner.
The ensuing decades were to prove how little the strength

of the Board of Trade achieved in improving the conditions
M\mn\\Smg

of the seaman and,the danger he faced. The 1887 Commission
dismissed earlier inguiries, for example that of 1873, and
legislation as having been ineffectual.

"When we looked at the general results of the legislation,
thus referred to, upon the loss of life and property

at sea in British vessels, it is most unsatisfactory

to find that no sensible effect has been produced in

the reduction of this loss of life" ... "it appears

that from 1874 to 1883 inclusively there was a marked
increase in the loss of British ships and of the lives
of those employed on them." (46)

The Board of Trade estimated

"the proportion of men who lost their lives by wreck or
other casualties, including deaths in registered fishing
vessels, and in rivers ond harbours, varied from 1 in 81
in 1875 to 1 in 56 in 1883; and for the triennial
periods increased from 1 in 75 in the three years
1875-7 to 1 in 76 in their next period and 1 in 58
in the last period 1881-3." (47)

Table IV:24 takes a more extensive look at the extent of

loss of life among seafarers.

46. TFinal Report Loss of Life at Sea (1887) op cit. p.l1ll
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LOSS CF LIFE ALL SEAMEM IN BRITISH VESSELS 1867 .- 1900

COMPARED WITH OTHER INDUSIRIES 1880 = 1900

YEAR SHIPPING i COAL MINING RAILWAYS
1867 2,350

1868 2,027

1869 2,035

1870 1,933

1871 2,002

1872 2,073

1873+ 1,716

1873--74 2,758

187475 2,282

1875-76 1,716

1876-77 2,417

1877~78 1,605

187879 1,799

1879-80 1,490 1,318 580
1880-81 2,218 954 562
1881-82 3,006 1,126 580
1883 1,054 602
1884 942 585
1885 2,194 1,150 470
1886 1,792 953 459
1887 2,390 995 456
1888 2,364 906 442
1889 2,260 1,112 476
1890 2,136 1,194 536
1891 2,239 1,005 603
1892 2,275 1,016 575
1893 1,850 1,060 516
1894 2,460 1,127 522
1895 2,236 1,042 489
1896 2,233 1,025 490
1897 1,874 930 566
1898 1,410 908 542
1899 2,000 916 584
1900 1,830 1,012 631

TOTAL®

2,437
2,024
2,242
2,143
1,986
4,257
3,585
4,265
4,170
4,355
4,396
4,318
4,344
3,913
4,699
4,493
4,566
4,262
3,810
4,619
4,753

* Total all recorded industrial accidents - all post 1885
Source:— Parkhurst P.C.T. Ship of Peace Appendix F. p.406 (1867 - 1881-2)

British Labour Statistical Historical Abstract 1886-1968

*six months

HeMeS.0. 19764



TABLE IV:25 — PERCENTAGE & TOTAL OF DEATHS AMONGST SEAMEN EMPLOYED AT SEA

(EXCLUDING LASCARS)

% BY WRECK & % BY OTHER % BY DISEASE TOTAL

CASUALTIES ACCIDENTS ETC. SAIL STEAM

SATL STEAM SAIL STEAM SAIL STEAM NUMBER % NUMBER %
1884-85 .65 .58 332 .09 25 .21 985 1.22 955 .88
1885-86 .86 .14 .28 .10 <29 227 1,153 1.42 559 .51
1886-87 .91 .55 <43 .10 .27 foay 1,114 1.50 872 .85
1887-88 .93 .44 .45 199 .30 .26 1,176 1.68 936 .90
1888-89 .75 32 .50 .14 .31 .20 1,067 1.60 724 .66
1889-90 .68 37 .43 217 .32 22 923 1.43 888 .76
1890-91 1.29 a4y 37 1 Ja3 .22 1,231 1.76 778 .64
189192 1.15 .24 =37 .13 .36 .29 1,145 1.88 838 .66
1892-93 .86 .23 .32 .08 .25 .16 877 1.43 605 <47
1893-94 1.03 .44 .41 .12 ey .22 1,016 1.71 1,020 .79
1894-95 1.03 <23 .39 17 .32 .21 986 1.74 736 .57
1895-96 1.18 $32 .42 12 .32 .20 1,035 1.92 831 .64
1896-97 .80 .28 .35 .16 Ay <20 722 1.42 836 .64
1897-98 .52 .15 31 .09 .34 .18 552 1:17 563 .43
1898-99 .98 .45 .30 12 .34 .19 703 1.63 1,013 .76
1899-1900| .74 227 .25 .09 .31 .25 535 1.39 840 .62
SOURCE:- Shipping Casualties. Cd.3666. 1907 P.xxiv

GoT -
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These grim statistics for the last three decades can be
compared with other industries having high death rates. In
the period 1885 to 1900, as an approximation, shipping rates
are in the region of twice those of coal mining and four to
five times that of railways. In the total from industries
covered by the Pactories and other Industrial Acts, shipping
accounted for between 40%and 50%of all deaths throughout‘the
period.

In Table IV:25 the shipping death rate is broken doﬁn
into sectors and causes of loss.

The most noticeable feature of the table, which takes
account of changes in the size of the labour forces, is the
persistently high level of death within the industry through-
out the period, (particularly important since the wider social
conscience was such that in society at large, 'welfare' was
regarded as a more acceptable concept.) Those who manned
sailing vessels were the most vulnerable. Within these

parameters marginal differences are evident. The gap between

sail and steam'widened as the period progressed and as sail’s
attempts at competitive survival became the more desperate.
The widening of these differences depends almost totally on
differences in Wreck and Casualties and accident. In respect
of disease there are, comparatively, only minor differences

between the two sectors. A seaman manning a steamship had

more chance of dying from disease, etec., than from accident.
But in both groups Wreclk and Casualties, including unknown

losses, were the main life takers.
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TABLE IV:26 DEATH RATES AND TOTAL

AMONGST BRITISH SEAMEN AT SEA

(1884--1900)

(EXCLUDING LASCARS)

BY WRECK OR BY ACCIDENTS BY COL 1&2 TOTAL
CASUALTIES (INC. COLl.1l) & DISEASE NUMBER
ETC.

1884.-85 1 in 164 1 in 125 1 in 97 1,940
1885-86 1 in 223 1 in 160 1 in 111 1,707
1886-87 1 in 142 1 3n 112 1 in 88 1,986
1887-88 1 in 157 1 in 106 1l in 82 2,112
1888-89 1 in 200 1in 129 lin 98 1,791
1889-90 1 in 207 1°4n:135 1 in 100 1,811
1890-91 1 in 157 1:in 120 1in 92 2,009
1891-92 1 in 187 1:ini135 1.in - 95 1,983
1892-93 1:5in 231 1 in 169 1in 128 1,482
189394 1 in 158 iniil9 1 in 92 2,036
1894-.95 1 in 210 1 in 147 1l in 108 1,722
1895-96 1 in 175 1 in 128 lin 98 1,866
1896-97 1 in 234 1 in 157 1-in=117 1,558
1897-98 1°rin397 1 in 250 1l in 160 l,ilS
1898-99 1571 1 in 134 1l in 103 1,716
1899-1900 1 in 262 1 in 195 14in 129 1,375
SOURCE:- Shipping Casualties., Cd.3666. 1907 Pexxv
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Table IV:26 illustrates that the seafarers in employment
lived constantly with death from industrial hazard as an
everyday occurence, the simple average throughout the period
being 1 o 106 from all causes.

The U.K. resident seafarers in the period under consid-
eration were therefore working in a hazardous environment,
very often in poor material conditions and with little, if any,
extra reward for the increased productivity of the industry.
Furthermore, he was in an insecure, casual employment

situation where job opportunities were being threatened by

technological change and foreign labour, and his old skills
and traditions were being undermined by the industrialisation
of the industry with the transition to steam from sail.
Although there had been some sympathetic recognition of the
"many privations of the seamen's life" and "the inferiority
of his situation to that of any other skilled 1abourers"(48)
it had not resulted in effective action or improved rewards.
By the mid 1880's there were a lengthy accumulation of
outstanding grievances to .which, apparently, the seafarer

could obtain no redress without taking the matter very firmly

into his own hands.

49. Lord Brassey (1877) op cit



CHAPTER V

NITT RAIPTART.TIAIIDMNM N0 N A AT, AT AT AN
Pt ROTABTLISHENT O THE NATIONAT mi:ALG'h_'?vlf‘.'L'ED

SALLORS AND FIREMEN'5 UNION

During the late 1870's and early 13860's both seafarer
and shipowner had become increasingly aware of +the need for
organised representation to govermment, and it was in this

-

context that the latter had formed the Chamber of Shipping.
Wnilst the seaflarer did not have such structured represen-—
tation there is evidence of inecreasing concern about
legislation. The campaign of Plimsoll on behalf of the
seaman, and later the work of Chamberlain, had not only
awakened public sympathy for them but also made the seaman
himgelf more aware of his right to improvements in conditions
outside the narrow limit of wages in a society which was
Lecoming more comnscious of social injustice.

From 1883 onwards there were consistent demands for a
manning scale, continuous discharges, a four years
apprenticeship for A.B.g., & certificate of competency,
employers liability, weekly'allotmcnts and the strict
regulation and inspection of provisions.(l)This reriod algo
saw a resurgence of seamen's unionisation and renewed efforts
to establish some form of amalgamation. There was a
conference of British seamen and seagoing firemen in Leith

irn August 1885 which discussed all of the above topics, but

were most concerned with the first three which were directly

1. Sunderland Daily Echo 20 November and 17 December 1883,
15 and 18 February LH34. :

Life at Sea
xxxv 1884~
8

Royal Commission on Loss of
ex
0 xiiii 1887

12t Report C4577 Parl.Papers
Final Report CH227 Parl.Paver

&

- 109 -
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related to the control of the supply of labour and inhibited
the employment of foreigners.(g)There were delegates from
London, Hull, Shields, Aberdeen, Dundee and Sunderland and
they claimed to represent a membership of 90,0oo(giafarcrs
who agreed that a draft set of rules "be printed and copies
of the same forwarded to the various societies for their
consideration with a view to amalgamation."(A)
The mid 1880's would appear to have been a good time
for such a move as the period saw a resurgence of unionisation
amongst seamen; new societies were emerging such as the
Bristol Channel Ports Seamen's Defence League,(S)thc
Vigilance Association in London,(6)the Union of the Bowl in
Liverpool(7)and there already existed in Goole a strong
society which was involved in a strike during July.(8)

It is difficult to assess the long term influence of

the 1835 conference but foreigners and the-possibility of

inclusion in the Employers Liability Act remained of concern

2. A society was formed in Shields with this aim in mind.

3. Wilson J.H. My Stormy Voyage Throuch Life Vol.l

S

Co-operative Printing Society Ltd. London (1926) p.l1ll6é

4. Sunderland Daily Echo 28 August 1885

5. Bristol Times and Mirror 27 and 28 April 1886

6. Royal Commission on Labour Minutes of Evidence
Group B Vol.l Q9232

7. Loss of Life at Sea op cit para.l6273 and 4

8. Sunderland Herald and Daily Post 23 July 1886
See also Appendix I
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throughout the ensuing year. There were demonstrations in
Sunderland and Shields in early larch 1886 ag
employment of foreigners in Inglish vescels.
that year the South Shields United Seamen's and Firemen's
Society met to discuss the inclusion of seamen in the
Employers Liability Act followed by a similar meekuag
-+ - - (a) . ( ]-O )
vhree days later in Sunderland.
The focus for amalgamation remained strong on the
North Bast coast. In July there was a conference of
delegates from North and South Shields, Sunderland and
Hartlepool +to consider "a proposal to amalgamate all the
-y ) 11
societies on the North Kast coast."( )A month later the
North Shields society passed a resolution that
"it is for the best interest of sailors and sea-going
firemen of the North East coast that the existing
local society shall be federated and united under
the registered rules of the Sunderland society (Norta
of England)" (12)
and a week later branches were opened in North and South
Shields. This movement widened in September when the North
of England communicated with the secretaries of the Goole,
Glasgow and Aberdeen seamen's societies with a view to

. : 13)
amalgamatlon.( b

To what extent concern with legislation and attempts to

9, Sunderland Daily Ikcho 27 February and 3 March 1886

10. Ibid 22 and 25 May 1886
1l. Sunderland Herald and Daily Post 17 June 1886

12. Ibid 5 August 1886

13. Ibid 17 September 1886



directly influence state action gave the impetus to schemes
Tor amalgaanation of exisiting Toeal societies; or federation
on a wider basis, is difficult to ascsess. Undoubtedly where

such moves were suggested there was strong emphasis cnn the

‘

4

@]

need for unity in order to achieve the 'bettermesnt'
seamen's conditions generally rather than mercly to take
advantage of improved economic conditions or to avoid wage

reductions as was usually the case. For example, when the

two Hull societies amalgamated Lo become the Iull Seamen's
and Marine Firemen's Amalgamated Association (HSMPAA) their
resolution stated,

"Knowing that great advantages were derived from unity
and co-operation moved +that on and after 1lst January
1837 the Seamen and Firemen of the two associations
do amalgamate to form an association under the name
and title of the Full Seamen?’s and Wiremen's
Amalgomated Association having for its greatest object
the bettering of the conditions both morally and
socially and the professional improvement of the sea-
Taring populations of the United Kingdom.," (14)

However, when a further conference was called in
December 18066 the main issue was one of wages. The emphasis
was not on merely incressing wages but introducing national
uniformity. Letters had been received from

"London, Glasgow, Hull and Goole stating that they

intended to take up the quegtion of seamen's wages
there was a view to bringing about an equalisation
in the rates at the various ports." (15)

It was anticipated that delegates would come to the conference

from the London Seamen's and Firemen's Vigilance Association,

14. MNMinutes of theH ull Seamen's and Marine Firemen's
Amalgamated Association (H.S.M.F.4,4.) 5 October 1886

15. Sunderland Daily Echo 14 December 1886
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the Glaesgow and Aberdecen United Seamen's Friendly Societ
and similar bodieg at Hull, CGoole, iiddlesborough and
Hartlepool. 1In the event, on 30th December, there were only
'_representatives from the last three ports and from the local
societies in Sunderland and Shields, and the concern of the
conference seems to have been entirely local.(16)
Whilst the conference was apparently a failure, the
guestion of increases in wages and the possibility of
amalgamation remained alive. Although the envisaged national
wage campaign did not materialise, there were isolated
inegidents of agitetion for increases in pay.and gains were
made.(l7)There was a ballot of the North of England member-

(18).

ship in February which gave overwhelming support to strike
action on the North East coast but if in fact a strike did
take place it was not of sufficient importance to be reported
in the local press. Nevertheless, this local society
continued its efforts to
"amalgamate or federate with seamen's societies at
London, Liverpool, Glasgow, Hull and Hartlepool,
Middlesborough and other ports, on a basis similar
to that of the Engineer or Railway Servants.” (19)
An approach was made to these other societies and there was
a positive response from Hull who requested that further

(20)

details be sent to them. At a meeting a week later the

16. Ibid 31 December 1886

17. Ibid 17 November 18886

18. Ivid 4 February 1887

19. Ibid 14 April 1887

20, Minutes of H.S.M.F.A.A. op cit 19 April 1887
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North of ZEngland unanimously agreed that a Comnittee bo sed
up to draw up rules to bring about a federation of seumen's
unions. This move, like others before it, did not come 1o
fruition,

What is significant about this particular failure is
its indirect link with the formation of the National
Amalgamated Sailors and IMiremen's Union of Great Britailn
and Ireland (NASFU), since J. Havelock Wilson snd fellow
members of the local society wio [ounded tihe new organisation
defected over this issue. The exact motivation for this
split in the case of J. Havelock VWilson is in some doubt._
At its lowest level it may have been a gquestion of personal
rivalry for a leading position in the Society of which
ilson had been President in 1886. The Sccretary at the time
of the break, Alfred Rutherford, was anxious to maintain
special local relationships,(Zl)uhich meant that any form
of co-operation with other ports and organisations implied
a large degree of 'branch' autonomy, whereas Havelock Wiilson
preferred "amalgamation which would have prevented societies

a0
from seceding after any vetty grievance."(ﬁ“)

2l. Such as between the North of Lngland and Lambtong in
Sunderland, see below; and the H.S.M.F.A.A. and
Thormas Wilson & Sons in Hull. See Brown R.
Waterfront Organisation in Hull 1870-1900 University
of Hull occasional Papers in Xconomic and Social
History No.5 (1972)passim and Fletcher B.
A Local Union in the Era of New Unionism Reading University
(1973) unpublished manuscript passim.

22. Sunderland Herald and Daily Post 26 April 1887
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These differing viewpointe illustrate the problem on
wvhich Sclemes for amaloomatin foundered at this time. fThe
cisting local societies were almost invariably dependent
on special relationships with loc2l shipowners or a strong
community of interest for long term stability; commit-ment
"to national policy, which was implicit in any effective
amalgamation, was a potential threat %o special relationshipns
that were locally based. This is substantiated by a
statement made by a seaman who sailed out of Sunderland in
the 1880
"Phey [the North of Ingland] were afreid if they
incorporated all seamen in their union they wou]‘
lose the monopoly they had of the weckly Lambto
boats." (23)
Havelock Wilson on the other hand, recognised thies inherent
weakness of the amalgamation of local coecieties, and if any
co-operation was to be successful it must have as its first
priority a naticnal commitment rather than a local one.
His breeak with the North of England came in late June
or early July 1887, by July‘26th it was reported that he had
been requested to resign as the Union's repr ntative on the

Sunderland Trades Council, that he had done so and a new

representative had been elected.(24) Following this he called

23. Shorthand no%tes of an interview with Charles Lindley
in Sweden sonmetime in the late 19505 in the Archives
of the National Union of Seamen.

24. Sunderland Daily Beho 26 July 1887
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eeting to establish a rival union.,
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(25)

was presumably not an impulsive one gince he had heen a

sailor for a number of years and also had extensive trade

union experlence.( 6) Furthermore, he was by this time

established ashore and would perhaps have had a more

objective view of the problems of the eifective organisation

of the seafarers, and his connection with the local society

would give him some knowledge of the support he was likely

to get.

A public meeting was held on the 18th August of those

"gseomen and firemen interested in the formation of a
'National Seamen's and FPiremen's Union' at
Mr. J.H. Wilson's Eating House, High Street Dast,
(sunderland).” (27)

27.

Sunderland Herald and Daily Post 9 August 18387. and

shivpping Gazette 20 August 1337

MbConville J. and Savilie J. 'J. Havelock Wilson' in
Dictionary of Labour Biography Vol.IV

Bd. Bellamy J. and Savillie J. Macmillan (1978)

finute Book of the National Amalgamated Sailors' and
Piremen's Union of Great Britzin and Ireland (N.A.S.F.U.)
18 August 1887
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Mr. Wilson ecxplained that he had scceded from the Worth of
England hecause of thneir disinclination to extend their
sphere of influence.

"The inability of the local society in the case of the
recent seamen's strike to secure the wages asked for
be attributed to the purely local influence of that
organisation.™

In addition to which he felt that influcnce on government
policy, in particular in relation to the evidence given to
the Select Committee on TLoss of Iife at Sea and the cuestion
of the undermanning of vessels, would be more effective had

"an amalgamated union been in existence"”

and "that they should keep the local cociety as the nucleus
B 2 ard e U 2 (28)
of a national one, extending it to other ports.
Not all those present werc committed to an amalgamated
organisation. The Chairman of the meeting, whilst agreeing
that since a local society was beneficial then "surely a
union throughout the Kingéom would be infinitely more powerful.%
advocated a national Federation, "the influence of which
would be tremendous extending even to parliament itself."”

The meeting concluded with the resolution

"That this meeting is of the opinion that, owing to
the complete failure of local societies in protecting
the interest of sailors and firemen, it is desirable
that a national amalgamated union shouid be formed
without delay - these having branches in all ports

.o ‘the United Kingdom - on the same principle as
the successful trades unions of other workmen." (29)

28+ Sunderland Herald and Daily Pos 19 August 1887

29, Ibid. 19 Auvgust 1887
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The objects of the new society, as defined at the
meeting, included the intention

"to improve the tone and to protect the interests of

all classes of the seafaring comnunity; to provide a

better class of men for the merchant cervice, and to

see that all members engaged through the union will

be on board their vessel at the appointed tiine, and

in a sober condition, to endeavour Lo obltain reasonable

hours of duty and to maintain fair rates of wages." (30)
These objectives did not radically differ from those of the
Horth of IEngland except perhaps for the extent of the
provision of Friendly Benefits which included the establishment
of seamen's homes in addition to the more usual provision of
assistance to those travelling in search of wwork, to relieve
the sick or temporarily disabled and to pay for 'respectable
interment in case of death'.

The extent of the friendly benefits is presumably due

to the influence of a "well-known workmen's society, which
has been very successful", that is the Amalgamated Society
of Railway Servenis, since the local secretary of that
. y ; ! , : ; 1
organlisation had assisted in the formulation of the rules.(3 )

In attempting to form a separate organisation, Wilson

and his colleagues wished to create a base from which they

could pursue the policy of federation and amalgamation
with other local societies or branches. This did not imply
a centralised national organisation, but was in line with
the policy they had endeavoured to get adopted

by the North of England and was well within the tradition of

30. Ibid 19 Ausust 1887. Also see Sunderland Deily Echo

tH

19 August 1887,

31. Ibid. Wilson J.H. op cit, p.108
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federation and amalgamation which emecrged out of the zgituetion
of the 1850's and 1870's. It was to be an amnalgamation of

autononouvs branchzss but with o firm commitment to Tne

priority of national policy and the establishment of a

2D
respectable and responsible seafaring labour force.(J“)

i

Such an amalgamation appealed to the London Vigilance

society who wrote late in fAuvgust to the H.A.3.7.U.
"expressing a‘deéire to join the new amalgamation"(33)

It is difficult to say whether any formal link was established,

but the Secretary, ¥Mr. Simpson, wrote offering nis services

as travelling orgeniser/secretary, particul?rly in relation

to opening a branch in Cardiff. At the same meeting that

this letter was discussed, Wilson reported that he had

enrolled some Cardiff men when they were in Sunderland, in

the hope that they "would lend valuable assistance in opening

]

& branch in the fom port."(34) Enrolment of men from

=
Qo
]

octher ports moy vwe seen as a method of 'spreading the word!
and providinz the nucleus for the foundation of branches in

their home port.

32. Sunderland Herald and Daily Post 19 August 1887
Minmutes of N.A.S.F.U. Op cit, 26 September and
5 December 1887. N.B. 14 men were expelled in the
first three months of the Union's existence, a
substantial amount in & port with another society and
no union shop.

33. Ibid 23 August 1887
34. Ibid@ 19 Octeber 1887
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It may well be that in this way the desire for
organication was engendercd in Newport, since in February,
18388 they wrote to Sunderland requesting help with the
formation of z branch. No direct action was taken by the

g
HeA.S.F.U. but the idea was encouraged through corrospondencngD)

Large meetings of seamen were held in Newport, presumably

g8 since at the end of February, Wilson

(0]

with some sucec
wrote enquiring “what.progress they are making with the Union
PRERSPTT & b : . ; .

at that DPors," and this movement appears to have

continued throughout WMay and June.
These atteapts by the N.A.5.F.U. to encourage more

widespread local organisation was matched with 2 concern

by the established societies to federate. There is no direct

evidence as to the source of a scheme for Federation which

was put forward and discussed in the early months of 1888.

On the one hand it may have been a manoceuvre by the N.A.S.F.U.
to estabhlish formal links with the existing societies such as
the North of England and the H.S.M.F.A.A.; on the other, it
could just as easily have been a recognition by those

societins of a need fc take into account the growing awareness
by seamen of the need ror concerted action. The idea of a
gcheme for federation is first mentioned in the iinutes of

the H.S5. M. 7. A.A, when it was suggested the committece should
assist the Secretary to amend the scheme if required and

the Secretary was to forward the results to all known soéieties,

(38)

which he did at the end of February.

35. Minutes of N,A.S.F.U. op cit, 3 February 1888

36. 1Ibvid. 27 February 1888

37. Ibid 28 lizy and 18 June 1838

38. Minutes of the H.S.M.F.A.A. op cit 3 January 1888
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On 19th March the North of England had a communication
which claimed

"the special attention of members, a circular

sent from a kindred society containing an

elaborate scheme for the federation of all

seamen's societies in the U.K."
and the main objectives were approvod.(39) The N.A.S.F.U.
do not make particular reference to such a scheme at this
time, although they do later cndeavour to federate with
existing societies.

What is of importance is that such a scheme was put
forward, rather than who made the suggestion, for it is an
indication of the continuance of the traditional type of
national action by seamen, which had last been stated at

(40) A tradition Crom

the 1886 conference in Shields.
which the N.A.5.F.U., in its first six months, showed no
inclination to deviale,

In sumner 1888 the N.A.S.F.U. was still in practice a
local organisation with little more than 500 members. (41)
It was in this capacity that it acted with the other two
northern societies in an interview with the Home Secretary
and the Board of Trade on 8th llay, 1888.(42) The main

topics discussed were the inclusion of seamen in the

Employers' Liability Adt, the official re-establishment of

39. Sunderland Daily Echo 20 llarch 1888

40. See above page 111.

41. Report of Trades Union Congress held in Bradford 1888,
also Appendix II

42. 11.T.9.334. 118933/1888 - P.R.0,

cece
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of advance notes, certificates of competency for A.B.'s

and the Widows and Orphans Pension Yund. The deputation
was accompanied by a group of well knovmn Libersl IL.P.s,
such as Thomas Burt and Charles H, Wilson, the Hull ship-
owner. On their return from the meeting the N.A.S5.7.U.
tendered a vote of thanks to ir. Butcher of Hull and
7

Mr. H. Priend, secretary of the North of England,\43)
-the two Sunderland societies held = joint demonstration
over the Widows and Orphans Bill.(44)

It is not possible to assess the effect of the deputation

itself, but the benefit to the -N.A.S.T.U. was considerable.,

Not only did they gain publicity by attending and offering

a. vote of thanks to the secretaries of the two other societies,
but their participation gave them the status of a bonafide
and representative organisation, albeit still confined to
Sunderland.

From the inception of +the society, Wilson had striven
to get recognition as a representative organisation. In
September 1857 he approached the local employers, setting
out the objectives of the society, with particular reference
to the provision of sober and reliable men, in the hope
perhaps of establishing the special kind of relationship
that the North of England had with Lambton and Co. He was
however ignored by the shipovners.

This did not deter the union from further discussing

43, Iiinutes of N.A.S.P.U. op cit 10 May 1888, : oy

44, Sunderland Daily fzcho 26 lMay 1888
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co-operation in the form of & shirs council of owners and
representatives of the men. In the following April he asain
wrote to the owners

"they were desirous to have a joint comnititee of

shipovmers and scamen anpointed to consider all
questions affecting their interest.” (4%5)
This approach was again.ignorecd, but on the specific question
of provigions they met with more success. The union sent
the Shipowners Society a proposed scale in April,(46) and
after a meeting with the shipowners threc months later it
was
"practically adopted with the exception of the tin
of milk 2and currie powder. In lieu of which they
received dried apple, lard and baking powder." (47)

As far as the other Sunderland working men's organisations
were concerned, the advent of a second seamen's socliety in
the town was not regarded as exceptionable. For the N.A.5.¥.U.
was accepted by the Trades Council virtually from its
establishment, and in November they wrote to the Union
concerning the proposal for the Federation of all working
men's societies in the town.(48) By early 1888, Wilson was

1, (49)

the societies representative on the Trades Counci

4%, Thid 9 April 1888

46. Minutes of N.A.S.P.U. op cit 27 February and 10 May 1888
47. ITbid 27 August 1888

48. 1Ivpid 7 November 1887

49. Ibid 30 April 1888
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Within the local Jabour movement he achieved some prominence
in attempting to stand for the Bast Vard in the Council
elections and he was “thanked for offering to fight the
EastAWard."(SO)'

Despite the aspirations of the new society to spread
its influence through federation and J.H. Wilson's efforts
to consolidate his ovm influence in the comaunity, it was
£t111 12 months after'its foundation, confined to Sunderland.
However, during July 1888 it was actively considering opening
branches in Shields, and on 3lst July a meeting was held for

this purpose. The society was . .

"determined to establish branches of the Union at (51)
nine or ten of the principal ports in the Kingdom" ‘

The first expansion into South Shields resulted in "very
satisfactory progress."(52) It is interesting to note that
it was insufficient apparently to warrant, or permit, the
setting up of a branch azcross the river in North Shields
until some three monthshlater.

It was in the autumn and winter of 1888-1889 that the
influence and organisation of the N.A.S.F.UJ. spread outside
the confines of the North BEast coast. The reason for this
lies in the economic climate in the maritime industry ratﬁer

than any change in policy or tactics by the Union. During

50. Sunderland Herald and Daily Post 12 agnd 17 July 1888

5l. Sunderland Daily ¥cho 1 August 1888

52. Ibid 8 August 1888
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1

this time there was a recovery in freight rates. A

contemporary wrote in December 1388,
"The past year will stand out as a remarkable one
in the history of shipring interest - a transformation
scene of the whole trade - from abject depression
to revival and prosperity.” (53)
It is not possible to attribute the circumstunces in
which particular branches were formed, but there appear to
be two main categories of development. Firstly there were
requests from ports for the formation of branches, not alwayc
taken up, and such a request was often linked with existing

or potential disnutes; or secondly by the N.A.S.F.U. inter-

vening on their own initiative, without invitaticn, where

disputes existed, and sometimes when at least a nuvcleus of
organisation already existed, if not a strong local soclety.
It was shortage of labour, no doubt also due to the
improved economic conditions, rather than specific agitation,
which attracted the N.A.S.F.U. to Cardiff, in addition to
which there may well have been a2 nucleus of membership in

(54)

the port already. A representative went to the port and
& branch was opened on 5th September with 33 members. It
was not a success as, by the end of the month, it only had
140 members with o deficit of £7.15s.0d. This w<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>