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THE “ALL-RED ROUTE,” 1893—1953

A History of the Trans-Pacific Mail Service between
British Columbia, Australia, and New Zealand

“History is the chart and compass for national endeavour.”—Sir
Arthur Helps, Friends in Council, 1870.

Although the term “red” to-day has different connotation, “All-
Red” formerly signified “All-British.” World maps in the last century,
at least those of British origin, always denoted British Empire countries
in red. Thus the term “All-Red Route” was applied to any service
between Britain and the British colonies or donilnions overseas to imply
that the mails travelled exclusively in British ships or via British territory.
While not used in any official sense, the term was applied quite freely as
a sub-title of shipping lines carrying Her Majesty’s mails between two
or more British countries.

The term thus came to be used in connection with the Canadian
Australian Line when it was established in 1893’ and for a consider
able period thereafter. The “All-Red Route” served to distinguish the
new service from the trans-Pacific services previously available, which
had been partly by British and partly by United States ships. Moreover
the direct Canadian-Australasian mail service, established in 1893 by
James Huddart, of Australia, was the successor or replacement of the
San Francisco service to Australasia, which in turn superseded the ser
vices operated via the Isthmus of Panama. It is desirable, in order to
secure a clear picture, to examine briefly the origins and history of the
earlier trans-Pacific mail services, the more so since British steamship
lines were largely, but by no means exclusively, engaged therein.

Of special note is the fact that the Union Steam Ship Company of
New Zealand in 1885 operated, jointly with an American line out of
San Francisco, a trans-Pacific service to Australia and New Zealand. The
Union Steam Ship Company was thus predisposed to take advantage
of the opportunity, if such should arise, to engage in a Canadian
Australasian service. When, after only a few years in operation, the
service between Canada, Australia, and New Zealand became financially

(1) The term “All-Red Route” was used in the line’s travel folders and adver
tising as late as 1926.

British Columbia Historical Quarterly, Vol. XX, Nos. I and 2.
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embarrassed, it was rescued from abandonment and the operation taken

over by the experienced Union Steam Ship Company of New Zealand,

who brought it to a high degree of efficiency and success.
To British ship-owners and ship—builders, credit must go for being

the pioneers in exploitation of the possibilities of the Panama route.

The decade between 1835 and 1845 had witnessed the successful ap

plication of steam to the operation of ocean-going vessels. It had been

finally demonstrated that a steamship was practicable for a long sea

voyage, and that it was possible for steam-propelled vessels to make

such a voyage with greater speed and regularity than sailing-vessels.

Supremacy of the sailing-ships for transportation of heavy cargoes was

not at first challenged, but mail and passengers, carried under a relative

ly high tariff, travelled increasingly by steamers. These ten years saw

the foundation of the great network of British “mail lines “: the Penin

sular and Oriental (P. & 0.) from England to Egypt, India, and the

Far East in 1837; the Cunard Line between Britain and North America

in 1839; the Royal Mail Steam Packet Company from England to the

West Indies and the east coast of South America in 1839; and the

Pacific Steam Navigation Company (P.S.N.) operating on the west

coast of South America between Panama, Chile, and Peru in 1840.

The Royal Navy took a lively interest in the establishment of these

and similar passenger and mail lines, as they visualized that the speedy

steam-propelled ships, which could readily be converted to naval use in

time of war, would be a valuable asset. This theory formed the basis

of argument in favour of subsidizing construction and operation of

these new commercial lines. This action speeded the construction,

under naval supervision, of fast ships, advanced in design from the

formerly employed sailing-ships. The British lines were not slow to

take advantage of the new opportunity, and passenger and mail lines

were established as quickly as possible between Great Britain and the

West Indies, continuing on to the Atlantic coast of the Isthmus of

Panama, connecting overland with another British line of steamers

operating from the Pacific side of the Isthmus to Peru and Chile. Two

Pacific Steam Navigation Company steamers, the Peru and Chile, were

the pioneers in this service, which received a comparatively small

subsidy for carrying the mails.2 During the initial years the operation

(2) Pacific Steam Navigation Company Limited is now a subsidiary of the
Royal Mail Lines Limited. In 1846 a mule and canoe “line” was organized

across the isthmus, connecting with the steamers of the P.S.N. Company.
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was financially unprofitable, the limited business offering, coupled with
the heavy expense of coal in so distant a field, proving a formidable
obstacle.3 An agreement was made with the British Government for
the carriage of mails through from England to the west coast of South
America as far south as Valparaiso.4 The British Pacific squadron was
at that time based on Valparaiso, which is one reason why the Admiralty
was especially interested.5

It should be noted that but for an apparently unrelated cause these
two well-established British lines would have been first in the field of
regular trans-Pacific mail service between Great Britain and Australia.
The Royal Mail Steam Packet Company had realized the practicability
of such a service in connection with its established services to Central
America. Having participated in financing the Panama railroad, the
Royal Mail Company, in conjunction with the Pacific Steam Navigation
Company, formed in London a new company, the Australasian-Pacific
Mail Steam Packet Company, and obtained a Royal charter for its
incorporation. Orders were placed with British yards for five iron
screw steamers, to be named Kangaroo, Emeu, Black Swan, Dinoris,
and Menura. All plans were laid for commencement of the service,
when in 1853 the Crimean War broke out.6 As is usual in time of war,
the overseas price of coal rose quickly to a height making impossible
any hope of operating the proposed service without severe losses. The
steamships of those days were heavy coal-consumers and demanded the
provision of adequate supplies, much of which would have to be stored
at coaling-stations supplied from distant sources, requiring long sea
transportation. Reluctantly the entire undertaking was abandoned, the
ships were sold, and the company wound up before even one single
sailing had been made. It is logical to assume that had this project been
brought to fruition, it would have succeeded in establishing a stable and
regular service, which doubtless would have weathered the difficulties
which confronted the small companies who unsuccessfully essayed the
task, as will be related herein. This illustrates the unforeseen and
disruptive effects which can ensue from a war, even so relatively localized

(3) A. C. Wardle, Steam Conquers the Pacific, London, 1940, pp. 47—66,
passim.

(4) J. H. Kemble, The Panama Route, 1848—1869, Berkeley, 1943, p. 3.
(5) F. V. Longstaff and W. Kaye Lamb, “The Royal Navy on the Northwest

Coast, 1813—1850,” British Columbia Historical Quarterly, IX (1945), p. 8.
(6) “A Link of Commonwealth,” Sea Breezes, XVI (July, 1953), p. 10.
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a conflict as the Crimean War, insignificant in comparison with the great
conflagrations of 1914 and 1939.

The United States was not slow to recognize the potential value of
the Isthmus of Panama as a point of transit from the Atlantic to the
Pacific and was stirred into prompt action by the establishment of
British steamship lines. Quickly following the commencement of the
British operations, diplomatic steps were taken by the United States
to secure permission for Americans to make use of the transit. A treaty
was concluded in 1846 between the United States and New Granada
(of which republic Panama was then a state) in which the United States,
in return for permission to make use of the existing and future facilities
for transit, guaranteed the neutrality of the Isthmus and the sovereignty
of Panama.7

In considering the conditions which confronted the passenger
travelling by sea routes in those early days, it is well to bear in mind
that the comforts and amenities of the modern passenger liner, equal
to those available in a first-class hotel, are incomparably superior to
the discomforts and difficulties which were indeed a matter of serious
concern to those who projected a long voyage. The Liverpool Daily
Post, which recently reached its centenary, published with its issue of
June 1, 1955, an exact reproduction of its first number, dated June 11,
1855. The matter of ventilation seems to have been an anxiety, judging
from the following advertisement:—
BLACK STAR LiNE . . . The celebrated Clipper Ship Constance, 1,196 tons
register. This magnificent clipper, which is one of the ileet belonging to James
Beazley Esquire, has just returned from Melbourne, bringing 216 passengers, who
express themselves highly satisfied with their treatment, not a single death having
taken place during the voyage, which proves the superiority of the ventilation.8

This almost incredible advertisement demonstrates the perils and dis
comforts which passengers were led to expect; one would be inclined
to think that many feared that they might die from suffocation, and a

(7) Kemble, op. cit., p. 3.
(8) The owner of the Black Star Line, James Beazley, was the grandfather of

Ernest H. Beazley, formerly of Gracie, Beazley & Company, Limited, Liverpool,
who was appointed in 1911 managing director of Union Steamships Limited, the
British Columbia company, which office he held until his death in 1920. Simi
larity of the name of this shipping company, whose vessels operate in the coasting
trade of British Columbia and south-eastern Alaska, to that of the Union Steam
Ship Company of New Zealand Limited, owners and operators of the Canadian
Australasian Royal Mail Line, has sometimes caused confusion, especially when
both of them are abbreviated to “Union Steamships.”
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ship which had no fatality during the voyage was the one on which to
travel.

3. D. Pemberton, writing in 1860, thus graphically described his
own experiences in 1851:—

The difficulties and even dangers which the traveller had to encounter in cross
ing the isthmus, previous to the partial opening of the railway in 1852, or its
completion in 1855, at a cost exceeding a million sterling, are still fresh in the
recollection of many.

Who that crossed it then can forget the heat and filth of Chagres, the pack of
curs and flocks of buzzards, the struggles in bungos and with boatmen up the river,
the scenes of riot and debauchery at the villages, jungle fever, and the bones that
marked the mule tracks through the plains of Panama, and stamped that short but
fatal route of fifty miles, as the Golgotha of the West?9

In January, 1855, the Panama railway was completed and opened
for traffic, serving both British and American steamers. The port on
the Atlantic side was named Colon by the Panama Government, but
Americans suggested Aspinwall as a suitable name, in honour of the
projector of the railroad and operator of an American line of steam
ships on the Pacific side. Despite the official name, Americans persisted
in calling the port Aspinwall for twenty years or so, but finally the
official name supervened and Aspinwall was dropped.1°

Thus was established one of the world’s most important avenues
of sea commerce, which in its later stages of development became so
potent, indeed so vital, a factor in the development of British Columbia’s
resources and foreign trade. Although the Panama route was not
directly connected with the establishment of the “All-Red Mail Route”
from Britain via Canada to Australasia, it was actually the avenue of
the early efforts to establish regular mail services between Britain and
Australasia. Later, when a transcontinental railroad was completed
to San Francisco, the mails were diverted to that port. And still later,
when the Canadian Pacific Railway was completed to Vancouver, the
mail route was thus transferred northward, becoming the “All-Red
Route.” It is for this reason that no consideration of the history of
the Canadian-Australasian service can be complete unless its genesis is
examined, and no apology is needed for introducing details regarding
thePanama route.

With Oregon definitely a part of the United States, it became
necessary to set up some sort of regular communication system.

(9) 3. D. Pemberton, Facts and Figures Relating to Vancouver Island and
British Columbia, London, 1860, pp. 85—86.

(10) Kemble, op. cit., pp. 186, 189.
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President Polk, when announcing the settlement of the controversy
over the Oregon boundary to Congress in 1846, said that whilst it
was essential to establish government over the area, it was “likewise
important that mail facilities, so indispensable for the diffusion of
information . . . should be afforded to our citizens west of the
Rocky Mountains.” This pronouncement was of great inherent
significance, not only to Oregon (which at that time included the
territory later to become the State of Washington), but to the entire
North Pacific Coast, including Vancouver Island, whose only practic
able avenue of mail communication, pending construction of railroads,
was by way of the United States. Legislation passed by the United
States Congress the year previous, 1845, enacted the principle that
the United States Navy could enter into contracts for carrying the
mails in American ships, built under supervision of the Navy, suitable
for conversion to naval purposes in time of war. A further enabling
Act was passed in 1847 “to establish certain Post Routes and for
other Purposes,” under which the Postmaster-General was instructed
to contract for transmission of mails from “an Atlantic or Gulf port
at least every two months. Between Panama and Oregon, the steamers
were required to call at Monterey and San Francisco . . .“ The
potential importance of this Act to Vancouver Island is obvious, and
it is interesting to follow the results more or less closely.’2

On the authority of the above two Acts, somewhat conflicting
though they may appear, steamships were built with as little delay as
possible, and tenders were called for vessels to operate on both coasts.
The successful tenderer for three steamers to inaugurate the service on
the Pacific side was William Henry Aspinwall, head of a prosperous
New York firm of ship-owners and merchants, Howland & Aspinwall.
Their extensive operations took their vessels to the Pacific, the China
coast, and elsewhere. They also owned a fleet of clipper ships, many
of which were employed in the East India trade. Aspinwall and his
associates incorporated a company, the Pacific Mail Steamship Com
pany, for the purpose of building vessels to carry out a contract awarded
for the Pacific Coast service. Concurrently, on the other side of the
Isthmus a similar contract was awarded to George Law and associates

(11) J. H. Kemble, “The Genesis of the Pacific Mail Steamship Company,”
California Historical Quarterly, XIII (1934), p. 241.

(12) Kemble, The Panama Route, p. 10.
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for a service to operate between New York and other Atlantic Coast
ports and Chagres, on the east coast of Panama.

Aspinwall’s Pacific Mail Steamship Company placed orders for the
construction of three steamers for the Panama—Oregon service—Cali
fornia, Oregon, and Panama. These were of the wooden, side-wheeler
type then favoured by United States ship-builders. They were all about
the same size, 1,100 tons, approximately 200 feet length, with the
characteristic side-lever engines. Arrival at San Francisco of the first of
the new steamers, inaugurating the service between New York and the
Pacific Coast, was an event recognized as being of more than usual
significance. The eagerly awaited vessel, the S.S. California, gaily flying
bunting, received a welcome never since equalled at that port on Febru
ary 28, 1849.13 Truly it was an important occasion for San Francisco
and a gala day for that bustling port in the midst of the gold-rush boom.
But it was of equal importance to other ports on the United States
Pacific Coast to the north, marking commencement of a regular postal
service. Although these steamers did not at first come as far north as
Vancouver Island, their advent did in fact end its isolation. Evidence
of this fact is seen in Scholefield and Howay, British Columbia, which
says, regarding the establishment of the Atlantic—California service:—
[The service] was soon extended to Oregon, and later to Puget Sound ports. The
mail for Vancouver Island thus reached Fort Vancouver and Olympia. A canoe
manned by Indians and usually in charge of a Hudson’s Bay Company’s officer
would leave Victoria for Nesqually with despatches and letters. These would be
forwarded by Dr. William F. Tolmie, who was in command there, to Fort Van
couver, or elsewhere, to catch the mail steamer, and the canoe would return with
despatches and mail matter. . . . Letters to and from England were usually
from six weeks to two months in transit.14

Thus Vancouver Island benefited: she was not yet on the “King’s
Highway,” but at least had attained a “by-way “ status, the northern end
being served by a dugout canoe manned by Indians.

The new mail route was the key-note for the establishment of the coal
industry on Vancouver Island. Although outcroppings had been dis
covered at Beaver Harbour, no attempt had been made by the Hudson’s
Bay Company to work the coal there until inquiries came from the
Pacific Mail Steamship Company for trial shipments to be used by their
Panama—San Francisco steamers. To bring bunker coals from Wales

(13) Kemble, The Panama Route, pp. 22—35, passim.
(14) B. 0. S. Scholefield and F. W. Howay, British Columbia from the Earliest

Timel to the Present, Vancouver, 1914, Vol. II, p. 132.
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via Cape Horn posed an expensive operation, and it was hoped that the
Vancouver Island product might be more economical and convenient.
Negotiations with the Hudson’s Bay Company began early in 1848, but
despite all efforts toward an early delivery, no shipments were made
until late in 1849. Owing to unsatisfactory tests, shipments had to be
dropped a year later.15

Although the Beaver Harbour coal mines failed to develop a bunker-
coal trade, the fact that steamers would be in the market for coal supplies
was noted and unquestionably was an important factor in directing
attention to the potential value of coal-mining. In this connection it
is of interest to note that steamships of the “All-Red Route” became
important consumers of Vancouver Island coal. Although ample sup
plies of bunker coal were readily obtainable in New Zealand and
Australia, it was impracticable for the mail steamers to stow sufficient
coal for a round voyage from the Antipodes. The general practice prior
to 1913 was for the Canadian Australian Line ships to bunker at
Sydney, Auckland, and Fiji, north-bound, taking full bunkers at Union
Bay on Vancouver Island and at Fiji and Auckland on the south-bound
run. The use of coal, however, was reduced from 1913 onward, as the
vessels were converted to oil-burning.’6

Completion in 1855 of the railway across the Isthmus of Panama
had stimulated establishment of steamship services, north to California,
south to Peru and Chile, and across the Pacific to the Orient, and in 1866
to Australasia. The provision of a speedier mail service than that
available via the Suez Canal and Australia had long been regarded as of
outstanding importance to New Zealand and had resulted in several
efforts to establish such service, all of which proved costly failures.

In 1866 a New Zealand line, the Panama, New Zealand and Austra
lian Royal Mail Company, established a service, for which it secured
a substantial subsidy, to carry passengers and mail between Sydney,
Auckland, and Panama, employing four steamers. Transferring overland
to the Atlantic coast of the Isthmus, mail was forwarded by the West
Indian steamers of the Royal Mail Steam Packet Company, connecting
with England. This service apparently was not very successful, for it
ceased after three years’ trial. But the need still demanded attention.
The Atlantic and Pacific Corporation made a proposal for a service

(15) J. H. Kemble, “Coal from the Northwest Coast, 1848—1850,” British
Columbia Historical Quarterly, II (1938), pp. 123—130.

(16) P. B. Cooke, retired manager of the Canadian Australasian Line, to the
writer.
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between Sydney, Auckland, and San Francisco, which failed to secure
support and was therefore dropped. The United States Consul at
Sydney was instrumental in arranging a temporary service on a trial
basis, and the Governments of New South Wales and New Zealand
agreed to a subsidy of £1,000 per month. Steamers chartered from the
Australian Steam Navigation Company provided an indifferent service.17

The last-mentioned service apparently was discontinued after a short
operation of about a year, for the record shows that in 1871 the Cali
fornia, New Zealand and Australia Steam Navigation Company secured
an arrangement for a postal subvention for a service carrying mail and
passengers. A fleet of four steamers was put into operation between San
Francisco and Sydney, calling at Flonolulu and Auckland and oc
casionally at other New Zealand ports. These ships were the Nevada,
Nebraska, and Dakota, American-built steamers of about 2,145 tons,
and the Moses Ta br of 1,354 tons, the last named making the connec
tion between San Francisco and the Sandwich Islands)8 The subvention
was paid by the United States under the law of 1845, which hitherto
had applied only to United States coastwise trade and to intercoastal
trade via transhipment at Panama. The subvention was extended in
this case to the service between California and the Islands and amounted
to $75,000 a year.’9

The Nevada, Nebraska, and Dakota were wooden side-wheelers,
American-built a few years earlier for the New York—Panama route and
later diverted to the Panama—San Francisco route. They were similar
in most respects, all having vertical-beam engines. The Moses Taylor,
the smallest vessel, was built in 1857 by William H. Webb, who later
employed her, together with the other three which he chartered, to
establish his trans-Pacific service.20 However, like the others, this was
not a success, and after two years had to be abandoned.

Another service, commenced in 1874, was operated by the Australa
sian and American Mail Steamship Company, with joint British and
American capital, under the British flag. The steamers Mongol, Tartar,
and McGregor, which were chartered from the New York, London and
China Steamship Company, later replaced by the Cyphrenes, Mikado,

(17) Sydney D. Waters, Union Line: A Short History of the Union Steam Ship
Company of New Zealand Ltd., 1875—1951, Wellington, n.d., p. 38.

(18) The Sandwich Islands, then a British protectorate, were annexed by the
United States in 1900.

(19) Will Lawson, Pacific Steamers, Glasgow, 1927, pp. 160—168.
(20) Kemble, op. ci!., pp. 234—235.
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and City of Melbourne of the Australasian Steam Navigation Com

pany, were operated about two years only, the financial result being
inadequate.21

These sanguine explorations, although unprofitable to their sponsors,

at least blazed the path to the establishment of a permanent and pro

ductive service. The initial period of pioneering, about ten years only,

saw no less than five separate ventures, all of them ineffectual and all

costly to their entrepreneurs. However, this pioneering, as elsewhere

has been the case, did provide much valuable information on the needs

and possibilities of the trade, and by 1875 it had become evident that

a further and more forceful effort was more likely to be successful.

At this juncture the Pacific Mail Steamship Company entered the

field. The origin of this company dated back to the earliest days of

Pacific Coast shipping. Having secured considerable experience in the

California—Panama mail and passenger trade, and also having success

fully operated a regular monthly service to China and Japan, the com

pany applied to the Governments of New Zealand and New South Wales

for a mail contract or subsidy for a regular service from San Francisco.

The service commenced in October, 1875. The first steamers employed

were the Vasco da Gama, a wooden side-paddle steamer, and the Colima,

an iron screw steamer, but they proved to be inadequate for the trans

ocean service and were soon replaced by larger vessels, the City of New

York and the City of Sydney, barque-rigged steamers of about 3,000

tons and 350 feet length. They had a speed of about 10 knots. These

were American-built, by John Roach of Chester, Pennsylvania.22 The

steamers Zealandia and Australia were chartered from John Elder &

Company,23 of Govan, Scotland, which shipyard was at that time con

trolled by Sir William Pearce, who was not only a ship-builder, but also

operated shipping lines.24 The Pacific Mail Company continued its

(21) Waters, op. cit., p. 38.
(22) Ibid., p. 39. See also I. H. Kemble, “A Hundred Years of the Pacific

Mail,” The American Neptune, X (1950), p. 14.

(23) John Elder & Company later became the Fairfield Shipbuilding and
Engineering Company, Limited, whose yards have turned out several of the Cana
dian Pacific Empresses, as well as a number of steamships for the British Columbia
Coast Service of the Canadian Pacific Railway Company.

(24) W. Kaye Lamb, “The Pioneer Days of the Trans-Pacific Service, 1887—
189 1,” British Columbia Historical Quarterly, I (1937), p. 146.
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California—Australia—New Zealand service until 1885, when the con
tract expired and for several reasons was not renewed.25

THE UNION COMPANY ENTERS THE TRANs-PAcIFIc SERvIcE

When in 1885 the Pacific Mail Company retired from the trans
Pacific service, negotiations were entered into by the Union Steam Ship
Company of New Zealand Limited26 and the Oceanic Steamship Com
pany of San Francisco, resulting in a three-year contract with the New
Zealand and New South Wales Governments. To carry on the service
the American company provided two steamers and the Union Company,
one. The Mararoa, a new vessel constructed on the Clyde and designed
specially for employment in the so-called “intercolonial” service (i.e.,
operating between Australia and New Zealand), was assigned by the
Union Company to initiate the trans-Pacific service, and made the first
north-bound run from Sydney in December, 1885. She was the first
triple-expansion-engined steamer and the best-appointed ship seen in
San Francisco until that time and created much interest there.27 She
had a gross tonnage of 2,598. The American ships, the Alameda and
the Mariposa, both 3,158 tons, were also new ships, being built in 1883.

It is pertinent to note at this juncture that the entry of the Union
Company into this trans-Pacific service marked a turning point. This
was the first venture of the company in a trans-ocean service, and proved
to be the forerunner of a long term of service in it by this important

experienced company, which in 1901 purchased an interest and in 1910
completed full ownership of the Canadian-Australian mail and passenger
service. For fifty-three years (the last twenty-two years in conjunction
with the Canadian Pacific Railway Company) this company continuously
provided adequate service until the withdrawal of R.M.S. Aorangi II in
May, 1953. The Union Company has also carried on a line of cargo
vessels, in addition to the passenger and mail service, which still con
tinues its regular operation, connecting British Columbia with the main
ports in New Zealand, Australia, and the South Sea Islands.

The Union Steam Ship Company of New Zealand Limited was
founded in 1875 as a small local enterprise on the New Zealand coast.

(25) For a detailed review of the operations of the Pacific Mail Steamship
Company see I. H. Kemble, “A Hundred Years of the Pacific Mail,” bc. cit.

(26) To avoid continual repetition the Union Steam Ship Company of New
Zealand Limited will be referred to herein as the Union Company.

(27) Waters, op. cit., p. 39.
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It commenced business with five small coastal ships, having a combined
tonnage of 2,126 tons gross.28 At the beginning of 1956 the company’s
fleet comprised fifty-nine vessels, passenger, mail, and cargo ships, total
ling 202,525 gross tons, not taking into account a number of new vessels
then under construction.29 Early in its history the Union Company
earned the reputation of being a pioneer, having extended its services,
limited at first to the New Zealand coast-line, to the so-called inter-
colonial trade between Australia and New Zealand; to the United King
dom, which service ceased in 1923; to India; as well as several services
linking the islands of the South Pacific with New Zealand.

Among evidences of the Union Line’s forward-looking policy are its
Rotomahana, built in 1879, the first merchant ship to be constructed of
mild steel; the Mararoa, built in 1885, the first vessel on the Pacific to
have triple-expansion engines; the Loongana, 1904, first turbine steamer
to make a long ocean passage and first of the type to visit Australia;
the Hauraki, in 1922, first motor-vessel in the trans-Pacific trade; the
A orangi, until recently employed on the Sydney—Vancouver run, built
in 1924, at which time she was the largest, as well as the fastest, motor-
liner in the world.30 Several other “firsts” could be cited, but the
above are typical of the progressive policy which became a tradition
of the company.

Since its foundation in 1875 the Union Company has owned approxi
mately 300 ships. Some thirty of them have been familiar to residents
on the coast of British Columbia or to travellers to Honolulu or New
Zealand and Australia; the mail and passenger liners and the less clis
tinguished but equally necessary cargo carriers, the majority bearing
those mellifluous names which are striking in their contrast to the gen
erality. Each of these names—as do many of our Indian names—has
a poetic meaning; for instance, Awatea, meaning “Eye of the Dawn.”
A few exceptions have been made: Niagara for example, so-named as
a compliment to Canada and, one likes to think, also because it is a
poetic name, meaning in the language of the Hurons “Thunderer of
Waters.”31 Other Maori names given to steamers which have been em
ployed in or built for the Vancouver service include Aotearoa, Maori

(28) 50th Anniversary of the Founding of the Union Steam Ship Company of
New Zealand Limited, Wellington, 1925, p. 11.

(29) Syren and Shipping, CCXXXVIII (1956), p. 130.
(30) Harbour and Shipping, January, 1925, cover.
(31) G. H. Armstrong, Origin and Meaning of Place Names in Canada,

Toronto, 1930, p. 205.
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for New Zealand, literally “Land of Long-lingering Daylight “; Marama,
the Moon; Manuka, the Tea-tree; Moana, the Ocean;32 Maunganui, the
Great Mountain; Aorangi, “Sky Piercer,” Maori name for New Zea
land’s highest mountain, Mount Cook.33

Reverting to the entry of the Union Company into the trans-Pacific
mail and passenger trade, when the company in conjunction with the
Oceanic Steamship Company secured the three-year contract, the Mara
roa initiated the service in 1885, the Oceanic Company placing its
Alameda and Mariposa in the joint service. The Oceanic Company
was at that time largely owned and controlled by J. D. Spreckels, of
San Francisco, financier, industrialist, and shipping magnate. The New
Zealand ship Mararoa, a new vessel, was built by Denny Brothers on
the Clyde, 2,598 tons and exceeding 300 feet in length.34 The two
American ships, built in 1883, were each 3,158 tons. After a few runs
in the service the Mararoa was withdrawn and placed in the inter-
colonial run between Australia and New Zealand, for which, in fact, she
had been designed. Pending arrival of a new steamer then under con
struction for the Union Company, by mutual agreement the Oceanic
Company chartered the S.S. Zealandia to operate as the third ship in the
San Francisco service. This ship remained on the run until replaced
by the new steamer Monowai in 1 890. Other temporary changes were
made as new steamers were made available for this service.

In 1900 developments took place which rendered continuation of
the service impracticable in so far as the Union Company’s participa
tion was concerned. Following annexation by the United States of the
Hawaiian Islands, then known as the Sandwich Islands, American ship
ping laws, which debarred foreign vessels from carrying passengers or
cargo between United States ports, were extended to cover the Hawaiian
Islands. The traffic between San Francisco and Honolulu and the mail
subsidy were essential to maintain the service without loss. Conse
quently, the non-American partner in the joint service had no option
but to leave the entire business to the American participant, the Oceanic
Line, which was thus able to monopolize both the trade and the United
States subsidy.36 Thus was the Union Company’s flag withdrawn from

(32) A. H. and A. W. Reed, Reed’s Concise Maori Dictionary, Wellington,
1949, passim.

(33) P. B. Cooke to the writer.
(34) Waters, op. cit., p. 30.
(35) ibid., pp. 39—40.
(36) 50th Anniversary . . . ,pp. 16—17.
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the San Francisco—Australia service, and it was not seen again in the
American port for a period of ten years.

THE ESTABLISHMENT OF THE SYDNEy—VcouvER SERvIcE

The early days and development of mail and passenger steamship
services across the Pacific Ocean to the West Coast of North America
have thus been traced from 1866 until 1900, up to the time when the
Union Company was compelled to retire from participation in the ser
vice which it had helped to originate and to maintain since 1885. For
the sake of continuity the incidence of the Union Company into the
trans-Pacific trade has been related beyond the date when a direct mail
and passenger service between Canada and Australasia was established
in 1893 by other interests. It is necessary now to revert to 1893 in
order to narrate the establishment of the Canadian-Australian service,
in which, it should be noted, the Union Company did not become inter
ested until 1901.

The Canadian Australian Line was established in 1893 by James
Huddart, of Sydney, New South Wales, partner and manager of Huddart,
Parker & Company. The circumstances which led to the establishment
of the Vancouver—Sydney mail and passenger line are of especial interest,
since they form the foundation upon which grew the service successfully
maintained for a period of sixty years.

James Huddart was the founder of the New Zealand and Australian
Steam Navigation Company, of which line Huddart, Parker & Company
were the “managing agents,” Huddart himself being the owner of the
two new steamers Miowera and Warrimoo, which formed the initial fleet
of the line. These vessels had been ordered by Huddart from C. S.
Swan, Hunter & Company, Newcastle-on-Tyne. They arrived at Sydney
in December, 1892, where they entered the intercolonial service, running
between Australia and New Zealand, for which they had been designed.
Advent of the competition of these new and speedy steamers challenged
the Union Company’s premier position in this service.37

(37) It is related that the Union Company accepted this challenge and coun
tered by placing in the service steamers of its fleet which were calculated to match
or outclass the new-comers. The result was keen competition, culminating in a
rate war in which no one but the travelling public benefited. Having witnessed
similar occurrences on the British Columbia coast, with steamer fares between
Victoria and Seattle cut to 25 cents on one occasion, it is not difficult to appreciate
the ruthlessness of such efforts to force out an unwelcome competition. But the
little “rate wars” for which British Columbia was the battleground pale to insig
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However, nemesis followed in the form of a disastrous commercial
slump. By the end of March, 1893, Huddart found it impracticable,
for financial reasons, to continue in the intercolonial trade. Having
failed to operate his two new steamers profitably, he decided to turn to
another field, which had for some time been under his consideration
as a worthy effort from an imperial point of view and also as offering
the probability of financial reward. He negotiated a contract which
would provide a subsidy of £35,000 in all, £25,000 to be paid by Canada
and £10,000 by New South Wales. This service did not call for the
carriage of mails to or from New Zealand, although arrangements for
such payment were made later. The contract, which will be dealt with
more fully later, specified a four-weekly service, with steamers capable
of at least 14 knots speed. He merged his New Zealand and Australia
line into his new enterprise—the Canadian Australian Line, the opera
tion of which is the subject of further consideration throughout the period
of over sixty years in which the service was maintained, but only the
first few years were under Huddart’s ownership or management.

The matter of subsidies is important in relation to the “All-Red
Route.” The amount has varied from time to time, the participants
have varied, and in some periods no subsidy was paid. Considerable
difference of opinion and adverse criticism has on occasion arisen as to
payment of the subsidy and as to the amount, as well as to the ports of
call. It may be said that the subsidy question has been a vital one,
upon which continuation of the service depended. To endeavour to
relate these various changes independently as they occurred would not
only break the continuity of the narrative, but would also make it diffi
cult to evaluate the reasons and effect of the various changes. For this
reason, this important matter will be dealt with in a separate appendix.
Only by this means can a correlated account be attained.

Before establishment and actual operation of his Canadian Austra
lian Line, Huddart had given much attention to the possibilities of a
trans-Pacific mail service. As soon as it became evident that his two
steamers, Miowera and Warrimoo, could not long be sustained in the
intercolonial trade with any hope of survival, he turned his attention to
the establishment of a regular mail line in which to occupy them. There
nificance in comparison with the feud which developed between these two deter
mined competing lines. The keenest period of the contest lasted only five months,
during which time the well-known sporting instincts of the Australians and New
Zealanders were aroused to an excitement normally observed only on such occa
sions as an “All-Black” football tour or a cricket test match. Waters, op. cit., p. 36.

2
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is no evidence that his partners in the coal and coastwise shipping busi
ness, Huddart, Parker & Company Limited, were favourable to the idea;

on the contrary, it would appear that they left the venture entirely to
Huddart. The fact is that James Huddart alone, in his individual capa
city, made an agreement with the Canadian Pacific Railway Company,

and he, personally, was cited in the proceedings for winding up the

company in 1897 as having started the line. It was James Huddart, not

Huddart, Parker & Company, who acted as manager of the line. It is

essential to make this point clear, as the firm of Huddart, Parker & Com

pany is still in existence and at no time had any interest in the Canadian

Australian Line or its successors.
While the project of an all-British line of steamers for the purpose

of carrying the mails between Great Britain, Canada, Australia, and New

Zealand had for some years been discussed, no definite proposal had
emerged, although tentative plans were known to exist. Huddart lost

no time in getting preliminary steps under way. Having already two

vessels at his disposal, he still faced the formidable task of securing, or

at least getting a promise of, financial aid in the form of one or more

government subsidies. The problem also involved the equally important

factor of securing the full co-operation of some Canadian agency willing

and able to handle passenger traffic on a through” basis; that is,

arranging transport across Canada and the United States, and beyond

to the United Kingdom.
A salient factor in the situation must here be noted—namely, the

fact that there was already on the statute books of Canada the “Ocean

Steamship Subsidies Act,” passed in 1889, which empowered the Gov
ernment to give financial aid by way of subsidies to steamship lines

operating passenger and mail service between Canada and Gieat Britain

and between Canada and the Orient, and also between Canada and

Australia and New Zealand. No action had yet been taken in regard to
the allocation of any subsidy for an Australasian service, for reasons
which were made plain when an amending Act was introduced into
Parliament. This amending Act was passed April 1, 1893, its purpose

being to repeal the provisions in the original Act pertaining to the matter

of a subsidy for an Australasian service, and to substitute therefor

clauses more favourable for such service. The amending Act read as

follows:—
Section one of chapter two of the Statutes of 1889, intituled An Act

relating to Ocean Steam-ship Subsidies, is hereby repealed and the following

substituted therefor:—
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I. The Governor in Council may grant to any individual or company a subsidy
not exceeding the sum of twenty-five thousand pounds sterling per annum, to
assist in establishing an effective monthly or more frequent steamship service
between British Columbia and the Australian Colonies and New Zealand, such
subsidy to be granted for such term of years, not exceeding ten, and on such
conditions as the Governor in Council considers expedient.38

The following explanation of the purpose of this amending Act was
given to Parliament by the Honourable G. E. Foster, Minister of Trade
and Commerce: —

[This Act] is to amend the Act passed three or four years ago [1889], in which
were included the China and Japan and Australian subsidies. The Australian
subsidy was put in more as a tentative measure as was also the subsidy for a fast
Atlantic line, the idea being that these three services together, if they could be
successfully established, would make a very excellent outside steam-ship service
for our trade. The sum was £25,000 for a fortnightly service [to Australia] or a
proportionate rate for a less frequent service. The fortnightly service could not
be arranged for that amount of money, and I wish to amend it by making the Bill
authorize that this amount of money may be granted to assist in establishing an
effective monthly or more frequent steam service between British Columbia and
the Australian colonies, including New Zealand.39

It should be especially noted that the “frequency” of the service was
specified as at least monthly, but more frequent than that if it could be
arranged, although inferentially only the same amount of subsidy could
be given for the more frequent service. It further is noteworthy that the
amendment offered more generous terms than the Act which it super
seded—i.e., the same amount, £25,000, for a monthly service, equivalent
to more than doubling the amount of the subsidy.

No direct evidence is available that this favourable change was made
at the instance of, or especially for the assistance of, Huddart’s plan; but
in view of the fact that the amending Act was introduced immediately
prior to commencement of actual operation of the service, it is fairly
evident that Huddart had made representations on the matter, either
direct to the Canadian Government or through the Government of New
South Wales, which had agreed at the same time to offer a subsidy on
similar terms. In either event Huddart was successful in securing a
Canadian offer of a subsidy for a period of ten years for a monthly

(38) 56 Victoria, chap. 5, “An Act to amend the Act respecting Ocean Steam
ship subsidies,” Acts of the Parliament of . . . Canada . . . 1893, Ottawa,
1893, p. 51.

(39) Canada, House of Commons, Parliamentary Debates, March 30, 1893,
pp. 3537—3538. Italics are the writer’s.
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service, which it was entirely possible for him to provide with his exist
ing ships, the Miowera and Warrimoo.

As regards the other necessary preliminary, almost equal in impor
tance to the matter of the subsidy—namely, securing adequate arrange
ments for handling world-wide passenger and mail delivery beyond their
arrival at a Canadian port—Huddart took steps to submit his proposal
without delay to the best possible quarter: the Canadian Pacific Rail
way Company. Here again he met with success, probably beyond his
anticipation. It is known that the Canadian Pacific had had for some
years under consideration the establishment of an “All-Red Route,” but
had found it necessary to defer active development of the idea. In view
of its interest in the traffic possibilities of the route, it is not surprising
that the company was ready to give ear to a scheme which promised
immediate practicability.

Although it was vaguely believed that some understanding had been
reached (in fact, Huddart had so informed the London Times in an
interview), the details of any such agreement had not hitherto been
made public, since the agreement was considered at the time to be con
fidential, indeed is so marked. Huddart told the Times4° that he had
concluded an agreement with the Canadian Pacific Railway Company,
which he termed “defensive and exclusive,” for a period of ten years,
but gave no further details. There were actually two agreements41—the
first, dated May 3, 1893, and the second, a ten-year agreement dated
August 14 of the same year, which superseded the first. When it is
noted that the service was commenced by the Miowera sailing from
Sydney, May 18, 1893, just fifteen days after the preliminary agreement
with the Canadian Pacific was signed, and that Parliament had passed
the necessary amending Act barely a month previously, it is obvious that
Huddart had been awaiting completion of all necessary preliminaries
before commencing actual operation of the line.

The first, temporary, agreement was between “James Huddart
Esquire of Sydney in the Colony of New South Wales Managing Owner
of the steamships Miowera and Warrimoo . . . first party” and
“David E. Brown Esq. General Agent representing the Canadian Pacific
Railway Company of Montreal . . . Second party.” The objective of
the agreement was stated to be “the immediate establishment of a

(40) London Times, September 29, 1893, p. 5.
(41) Photostats of both agreements are now on deposit in the Archives of

British Columbia.
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monthly Trans-Pacific steaniship service with the above-mentioned
steamships to ply between Sydney, New South Wales, and Vancouver,
British Columbia, touching at Brisbane, Queensland, Honolulu, Sand
wich Islands (and possibly Fiji) in connection with the Canadian
Pacific Railway Company.” The general terms of the agreement (which
appears to have been one of “intent” rather than of final determina
tion) follow customary lines in regard to the duties and responsibilities
of the parties, who covenanted to act reciprocally as agents for one
another in the complicated business of arranging for, securing, and
transporting, by sea and by rail, passengers and mail. It is unnecessary
and impracticable to recite the full details of this agreement, particularly
because of its purely temporary and tentative nature and its short term
of effectiveness. But it is of importance by reason of its existence prior
to the first sailing of the line. This agreement, as well as its successor,
the agreement signed some three months later, did in fact condition the
operation of the line initially, and indeed for many years afterwards, and
thus is of importance in a relation of its history.

The second agreement, made on August 14, 1893, cancelled and
replaced the first agreement. It was a more detailed document, embody
ing a recital of the commissions payable by the parties to the agree
ment on business in either direction, arrangements as to wharfage and
handling, due provision of accounts, and the many other similar matters
usually dealt with in such agreements and traffic arrangements. The
following sections of the agreement are in themselves of note as im
portant factors in the operation of the service and are therefore related
in greater detail. The agreement was made between three parties: The
Canadian Pacific Railway Company of the First Part; “The Owners of
the Steamship Warrimoo and the Owners of the Steamship Miowera
carrying on business under the name or style of The Canadian-Australian
Steamship Company, herein represented by James Huddart of the City
of London, England, their Managing Owner . . . of the Second Part;”
and “the said James Huddart . . . of the Third Part.” It provided
that the Canadian Pacific Railway Company would act as “general
agents” for the line in all parts of the world (except Australia and the
Hawaiian Islands) where the Railway Company had or might establish
agencies, and per contra the Steamship Company would act as general
agents for the Railway in Australia and the Hawaiian Islands. The
term of the agreement was for a period of ten years, terminable before
then if the subsidy from the Canadian Government should be terminated,
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in which case the agreement would also lapse. While the agreement
recites that the two vessels specifically mentioned were to be employed
in the service, it should be observed that it was not contemplated that
the service should continue on the basis of a two-ship operation. Clause
4 stated: “The Steamship Company will, without any unnecessary delay
and at all events not later than the thirty-first day of December One
thousand eight hundred and ninety-five, provide and equip a third vessel

and thereafter will regularly and continuously employ such
vessel in the said service.”42

Clause 5 provided that after the third vessel had been made available
the service should be on a three-weekly basis, but only “so long as
sufficient business can be obtained to warrant it.” If sufficient business
could not be secured, the service had to be “at least as frequent as that
described” in the agreement “in respect to the two Steamers.” This
definite covenant by the Steamship Company to provide a third vessel
indicated an intention, but does not appear to have been considered
actually binding, but conditional upon the demand arising. However,
the fact that the covenant was in the agreement doubtless was the activat
ing motive of Huddart later in purchasing the Aorangi from the New
Zealand Shipping Company, Limited. As to ports of call, the agreement
specified “a regular Steamship service between the City of Sydney, in
the Island of Australia and the City of Vancouver, in the Province of
British Columbia, calling at Honolulu in the Sandwich Islands and at the
outer wharf in the City of Victoria in the said Province on every outward
and homeward voyage between Sydney and Vancouver with the option
of calling also at Moreton Bay or Brisbane in Queensland, Australia.”
It will be observed that mention of “possibly Fiji,” which appeared in
the first agreement, was not repeated, nor was any call at a New Zealand
port envisioned, or at least provided for, at the time. The agreement
otherwise relates in detail the reasonable undertaking of mutual effort to
ensure the success of the service, the Railway Company warranting on
its part not to engage in competition with the Steamship Company, nor
vice versa, either directly or indirectly.

It will thus be seen that Huddart had secured assurance of the com
plete backing of a powerful transportation company whose organized
means of securing business was both wide and efficient. Moreover, they

(42) Actually the Aorangi was not ready to enter the service until April, 1897,
one year and four months late. This was definitely a breach of the agreement,
which provided only for a time lapse of two years and four months.



1956 THE “ALL-RED ROUTE,” 1893—1953 21

were shipowners and operators of a passenger and mail service to Japan
and China, having in British Columbia their own wharves and shore
equipment for handling passengers and freight traffic, also steamship
connections across the Atlantic, although they had not yet established
a trans-Atlantic service under their own flag.”3 Without the willingness
of thern Canadian Pacific to co-operate in making the “All-Red Route”
a success, it would have been well nigh impossible for Huddart to have
made any progress in his negotiations, let alone to operate his line. It
may have been due largely to the fact that he could show that he had
the Canadian Pacific behind him in the venture that he was able to
secure the Canadian subsidy, which had involved amending the existing
legislation. On the other hand, the reverse may have been the case: the
Canadian Pacific may have entered into the agreement on the strength
of his subsidy negotiations, of which it doubtless was fully aware.
Indeed, the completion of the two factors was practically concurrent, if
not actually interdependent.

However, with the above agreement in his pocket and with the
assurance of support of the Canadian Government by subsidy, and also
by the New South Wales Government, amounting in all to £35,000 per
annum (then equal to $168,000), together with a “hope” of securing
similar aid from New Zealand and from Queensland and possibly some
small payment from Fiji, Huddart felt confident of success. It must be
borne in mind that those subsidies loomed considerably larger in 1893
than they appear to us to-day, being equivalent to probably three or
even four times the amount in our current money values.

There was just one important factor missing from all that Huddart
had been able to secure, and that was any promise or even indication
of financial aid from the Canadian Pacific. At any rate, none was
adumbrated in the agreement. As was later proved by the event, lack
of adequate financial resources was the rock upon which this promising
venture was wrecked. It must, however, be conceded that Huddart
showed considerable ability as an organizer and negotiator, in which
his buoyant spirit of optimism was the salient feature. With all other
factors appearing favourable, one of the most important, the question
of finance, was the least promising. The fact that Australia was at that
time in the midst of a severe commercial and financial crisis must have
clouded his anticipation of an early success. The astute and respected

(43) Frank C. Bowen, History of the Canadian Pacific Line, London, [1928],
p. 83.
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London Times, in commenting on the recently established steamship
service, said: “The scheme, it may be remembered, was started in the
very height of the commercial panic in Australia.”

MI0wERA

The first ship to run in the new service of the Canadian Australian
Line was the R.M.S. Miowera,45 which arrived at Victoria on June 8,
1893. The welcome accorded her was comparable to that given to the
first of the Canadian Pacific Railway Company’s steamers chartered to
inaugurate its trans-Pacific service carrying passengers and mail from
China and Japan, the S.S. Abyssinia, which had reached Vancouver
on June 13, 1887, six years previously.46 The sincerity of the welcome
given to the Miowera on her arrival at her first Canadian port is well
evidenced by an editorial in the Victoria Colonist:—

The SS. Miowera, Captain Stott, arrived at the Outer Wharf shortly after 9.30
o’clock last evening, and proceeds to Vancouver this morning, thus inaugurating
the direct British Columbia and Australia service, and completing the chain of all
British communication, stretching from the Motherland to the most distant colony
of the Empire. That this great chain will unite, strengthen arid develop the varied
industries of the colonies through which it extends, as well as hold them closer to
the parent land, in peace and in war, is the hope and the expectation of those
instrumental in the forging of the last great link.

Although for several months at least the business of the Australian lines must
be largely experimental it is pleasant to note that the first trans-oceanic trip has
proved a more conspicuous success than the majority had dared to hope. The
Miowera not only has a large passenger list but a very considerable freight, and
she has . . . demonstrated one thing very clearly—the saving in time which
the direct steamers accomplish in landing mails, passengers, and cargo in Canada
and in England. The Alameda, one of the best and most reliable of the San
Francisco boats, left Sydney on May 15, and calling at Auckland and Honolulu,
reached San Francisco yesterday. The Miowera, which left Sydney on May 18
and calling at Brisbane and Honolulu, also reached port June 8. On Monday next
Victorians will get their Sydney mail of the 15th ult., via California; to-day they
will receive their Sydney correspondence up till the 1 8th—direct.47

The Colonist also carried five columns, nearly a full page, concerning
the arrival of the Miowera, an indication of the importance with which
the occasion was regarded. Completion of the Canadian Pacific Rail-

(44) London Times, September 29, 1893.
(45) “R.M.S.” was then a term applied to British ships carrying Her Majesty’s

mails—Royal Mail Steamship.
(46) W. Kaye Lamb, “The Pioneer Days of the Trans-Pacific Service,” p. 148.
(47) Victoria Colonist, June 9, 1893.
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way through to Vancouver in 1887, initiation of a rapid postal service
across Canada, and establishment of a regular mail and passenger
service to the Orient were now rounded out by establishment of a
fast, direct mail and passenger service to the South Pacific. No longer
was British Columbia at a dead end, served only by indirect and ir
regular communications. She could now claim to be on the “King’s
Highway.” This development induced a feeling of justifiable optimism,
of which the welcome was but a symptom.

A deputation from the Victoria Board of Trade, as the Chamber
of Commerce was then designated, attended at the Outer Wharf to
welcome the awaited ship, which duly arrived on the day scheduled.
As evidence of the public interest, a crowd of townspeople had gathered.
An address of welcome, suitably embellished, “To James Huddart,
Esq., managing owner of the Australasian, Sandwich Island and Cana
dian Steamship Line “48 had been prepared, but since Huddart had
not come, it was tendered to F. W. Ward, owner’s representative, who
had travelled in the ship. In a lengthy and informative speech at a
banquet which followed, Ward returned thanks on behalf of Huddart
for the hearty welcome and for the address. He related that they had
received an equally enthusiastic send-off at the Australian ports; at
Sydney by the Premier, Sir George Dibbs, and one of his Ministers
and a large crowd; at Brisbane by an even larger crowd. He then
furnished some real information on the objectives and hopes of the
owners in this undertaking.
“We have undertaken a 14-knot contract,” he said, adding, “this is the quickest
mail service yet contracted for by Australia. The great weekly service conducted
conjointly by the P. & 0. and the Orient companies, in which about eighteen ships,
averaging 6,000 tons are employed, is for a lower speed, and averages, I think,
not much more than thirteen knots. So that in engaging to do fourteen knots, we
are ahead of any contract or average in our part of the world. Of course, this will
have some effect upon future contracts for the other services. Many of the ships
now running between Europe and Australia, ships of the P. & 0. Co., the Orient
Co., the Messageries Maritimes, and the Nordeucher [sic] Lloyd, are capable of
fourteen knot speed and more. . . . The other day the P. & 0. Australia aver
aged 16.3 knots between Brindisi49 . . . and Adelaide, where the mails are landed,

(48) This title was evidently invented by the framers of the address, the
official title of the line being The Canadian Australian Line.

(49) Mail from England was formerly sent overland by rail to Brindisi, on the
“heel” of Italy, and thence transferred to liners en route from England for
transit via the Suez Canal to Australia and New Zealand. This saved from four
to seven days in time.
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and this enabled her to deliver her London mails in Sydney in 29 days, and to
break the record of the road.

I mention this feat because it sharply defines the superiority of the Vancouver

route to London. I suppose I may accept the rumour prevalent in Australia, that
early in 1895 . . . or soon after, Canada will have an Atlantic service . . . in ten
days. This would, by the route we have travelled, land the mails in Sydney in a
few hours less time than was occupied by the Australia’s mails. . . . I travelled
from London to Sydney a year ago in the Oratava an Orient Liner, and an
extremely comfortable ship; and I was landed at my destination in forty-three
days. Now, forty-three days is too long . . . to spend in any ship. The Van
couver route is opened with a twenty-two days [run] from Sydney, or twenty from
Brisbane. I venture to say that three weeks will abundantly satisfy the oceanic
cravings of human nature, and that no sentiment but one of gratitude will be

evoked if the period should be shortened to eighteen or even sixteen days.
This, however, is not the only superiority of the national route. I need not

enlarge here on the comparison between this and the Suez Canal route in regard

to the safe and regular carriage of British mails. Canada, in the great part she

has taken in developing this highway in the British Empire, has always emphasized

the danger which menaces the Suez Canal. It is a powerful argument and is

winning appreciation in Great Britain and in Australasia.

Later in his address, Ward added further evidence of preference of
the new route via Canada: —

the Vancouver route has no tropical terror. Deaths from heat-appo
plexy [sic] are practically unknown on our Pacific. . . . The tropics must be

crossed somewhere, and I think this route picks one of the best points on the
equatorial belt. You may depend upon it that this will tell in the future upon the
traveller’s mind.

Another great attraction to the tourist should be the interest of the journey

through North America. . . . I believe it will be possible to assure the leisured,

and wearied Australian that he can find pleasure and health on your Pacific Slope.50

Further evidence of the enthusiasm which attended the inauguration

of the new line was the civic luncheon tendered to the captain of the
Miowera and the representative of her owner on her arrival at Van
couver. The luncheon was attended by all the principal merchants
and those interested in transportation and was presided over by Mayor
David Oppenheimer, who had long been an ardent advocate of exten
sion of the city’s overseas trade connections. In his speech of welcome,
which embodied ideas similar to those expressed at the Victoria function,
the salient feature was his opening paragraph, in which he said:—

I know of no gathering which has taken place in Vancouver since its founda

tion, which will occupy a more prominent place in its history than the one which

(50) Victoria Colonist, June 9, 1893. The wisdom of this pronouncement is

borne out by the fact that the Suez Canal was partially closed to mercantile

traffic during World Wars I and II.
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takes place this evening. . The relations created and sustained by trade and
commerce constitute, next to kinship, the greatest bond of union which exists in
modern history . . . nothing that I can conceive will do so much to bind all
our colonies to each other and to the mother country as reciprocal trade conducted
on broad and liberal lines.51

Nor was the occasion overlooked in Great Britain. The London
Times carried a column relating the benefits and prospects of the new
route and continued:—
Apart from these material considerations there is the probability that the new
service will be the means of establishing a much closer bond between Australia and
Canada than has ever existed before. Hitherto direct relations between these parts
of the Empire have been practically non-existent as they have been very little in
touch with one another.

On the vital matter of financial assistance to the route, the Times,
however, was far from hopeful:—

The Canadian Government have given practical encouragement to the scheme
by promising a subsidy of £25,000 a year, and it has been hoped that the various
Australian Governments would, between them, give another £20,000; but this point,
in view of the present condition of Australian finances, is somewhat doubtful.52

As will be seen when the vital question of subsidies is dealt with, the
doubts of the Times were well founded.

It will be noted that the report regarding the arrival of the Miowera
gave special emphasis to the matter of speed. It is difficult in these
days of rapid communication to realize the long delays in the trans
mission of the mails which formerly were experienced in the Colonies
of Vancouver Island and British Columbia. It was not until 1845,
when the Hudson’s Bay Company directed its annual supply ship to
Fort Victoria instead of to the Columbia River, that regular com
munication with Great Britain was initiated. Until then the country
west of the Rocky Mountains had to rely for mail on occasional service
aflorded by such naval and merchant ships as called at Pacific Coast
ports.53 After the formation of the Colony of British Columbia in
1858 the British Postmaster-General proposed sending the mails by
British steamers across the Atlantic, thence via the Isthmus of Panama
to be forwarded by American steamers to San Francisco. Owing to
inability to secure good connections with American ships, the mails
often lay at Panama as long as two weeks, and the time occupied in

(51) Original document in the Vancouver City Archives.
(52) London Times, May 16, 1893, p. 4.
(53) A. S. Deaville, The Colonial Postal Systems and Postage Stamps of Van

couver island and British Columbia, 1849—1871, Victoria, 1928, p. 21.
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transit by this route from London to Victoria was about fifty-two
days.54 This delay at Panama was later avoided by routing the mails
by steamer to New York, whence they went forward by American
steamers to Colon, operating in close connection with the Pacific
steamers to San Francisco, and thence transhipped to Victoria. By this
route it took approximately forty-five days for mail to reach Victoria
from England.55

As soon as completed, railways were quickly pressed into service.
The British Post Office made arrangements with the United States
authorities to route the mails arriving by steamer at Halifax or Quebec
to St. Louis, Missouri, by rail, whence a regular four-horse coach service
operated to San Francisco. The British Consul at San Francisco was
charged with arranging for their forwarding to Victoria.56 Evidence
of the conditions governing mail transmission in those days is to be
found in the following letter from William White, Deputy Postmaster-
General, Quebec, to the Postmaster-General in British Columbia, W. R.
Spalding, dated August 1, 1863:—
Sir,

I have the honor to ackg the receipt of your letter No. 57 dated 1st June last.
All correspondence from Canada for British Columbia is forwarded by

American Packet via Panama and San Francisco. This channel seems to be the
best, and indeed the only one now open. I should be glad to be informed more
particularly as to the causes of complaint to which you refer, and whether it is
supposed that this Department can do anything to remove them. . . .57

The interest consistently evidenced by the British Post Office in
improvement of the mail service was not confined to British Columbia.

(54) William Smith, The History of the Post Office in British North America,
1639-1870, Cambridge, 1920, p. 323.

(55) Ibid., p. 323.
(56) Ibid., pp. 302, 323.
(57) William S. Boggs, The Postage Stamps and Postal History of Canada,

Kalamazoo, 1945, Vol. II, p. 13D. On this point A. S. Deaville, op. cit., p. 148,
wrote: “The Victoria and San Francisco Mail steamship service was put under
regular contract after advertisement. The contract for a semi-monthly service was
awarded to Messrs. Rosenfeldt and Bermingham, of San Francisco, owners of the
iron steamer “Prince Alfred,” who submitted the lowest offer received—namely
$2,250 per round voyage. The “Prince Alfred” commenced her service under
the Dominion Government on 15th August, 1871, and continued to perform it for
several years. The San Francisco—Victoria service was faithfully maintained by
the Dominion Government, in accordance with their undertaking, until 31st March,
1925, although all real necessity for it vanished many years earlier; and a small
annual subsidy for its maintenance figured until recently in the public accounts of
Canada. It was not utilized for the conveyance of the mails after December, 1904.”
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Every effort had been made to establish and improve mails to Australia
and New Zealand. A lively interest in the new Canadian-Australian
mail route was taken by the General Post Office in London when it
became evident that the new route might be regarded as competitive
with the Suez routes, not only by reason of its safety in time of war,
but in time of transmission of the mails. A contest was arranged by
the British Postmaster-General in order to make this test, the new
Canadian Australian liner Warrimoo being selected for this purpose,
as will be described later. It is evident that the British Post Office had
every intention of assisting the newly established “All-Red Route”
and of employing it to the utmost. An official notice was issued by
the Postmaster-General, February 21, 1894, shortly after the Miowera

had returned to the Pacific service after undergoing repairs at New
castle-on-Tyne, to the effect that “mail for Australia and Honolulu
would go via Italy unless superscribed ‘Via Vancouver’ and that all
mail for Fiji would go via Vancouver if not directed otherwise.” The
reason for this decision would probably have been that, at that time,
steamers would be available for carrying the mails either via the Suez
Canal or via San Francisco, which had been the only available routes
prior to that time to which the public had become accustomed. Sailings
on these routes were more frequent than those maintained by the two
ships of the “All-Red Route.” The object of the notice was to call
the public’s attention to the availability of the route so that they could
direct their mail via Vancouver, whenever time would thereby be saved,
as indicated by sailing dates. As regards the preference given to the
Vancouver route on Fiji mail, the service was “direct” if via Vancouver
and thus more speedy than if sent via Suez.58

Reverting to the welcome given the Miowera on her maiden voyage
to British Columbia, unfortunately she did not long pursue her course
without interruption. On her third voyage north-bound to Vancouver
in October, 1893, she met with a mishap which fortunately proved to
have been less serious than was originally reported. On the night of
October 2 she stranded while entering port at Honolulu. Receipt of
the following dispatch from the Associated Press correspondent in
Honolulu created considerable worry in Victoria and Vancouver, as
would be expected from its wording:—

The Canadian Australian ship Miowera is a complete wreck at the mouth of
Honolulu harbor. On the night of October 2 she struck heavily on the reef at the

(58) London Times, February 22, 1894.



28 J. H. HAMILTON Jan.-Apr.

entrance. Capt. Stott had not waited for a pilot to board his vessel. Almost as
soon as the vessel struck, a tug was sent to her assistance, but efforts to get her
off were unavailing. The passengers were all asleep at the time but there was no
panic. . . . The Miowera swung broadside on the reef. . . . The Provisional
Government paid the Oceanic Steamship Company $1,500 to send the steamer
Australia to San Francisco ahead of time so that assistance could be sent down
by the Mariposa. . . . Passengers and mails were forwarded by the Australia to
San Francisco.59

One of the passengers in the Miowera from Sydney to Vancouver
on this trip, who settled in Vancouver, was Mr. Kenneth Macrae, Q.C.
He was present when the above dispatch was being sent and was among
the passengers who went forward to San Francisco on the Australia.
He recently told the writer his recollection is that the ship’s officers
held the opinion that she would be floated within a short time, having
sustained only minor damage, and that he had regarded the wording
of the dispatch as exaggerated. There were aboard when she stranded
forty first-class, and forty forecastle passengers and 300 tons of overland
freight. Lloyd’s agent at San Francisco went down to Honolulu to
superintend operations, and under his guidance the ship was refloated
and temporary repairs effected. It is apparent that there was some
uncertainty as to the steps to be taken in regard to permanent repairs.
Prior to a complete survey in dry-dock it could not be determined
whether the damage was such as to necessitate sending the ship back
to England or whether the work could be adequately done on the
Pacific Coast. In view of the fact that the mail contract called for an
uninterrupted service, it was decided to charter a suitable substitute
vessel while the Miowera was undergoing whatever repair might be
necessary. In the interim she was to be sent to Esquimalt, and Captain
Stott, her master, went ahead to make necessary arrangements for her
reception.

Fortunately a vessel was found to be available, the S.S. Arawa,
of the Shaw, Savill Company’s New Zealand Direct Line, which was
chartered for a minimum of six months and proceeded immediately via
Honolulu to Victoria, arriving there on December 12, 1893, only two
months alter the Miowera had gone ashore at Honolulu. Captain Stott
was on board her and stated to the press that he had been sent to await

(59) Victoria Colonist, October 19, 1893. The Australia was a chartered
British steamship operated by the Oceanic Steamship Company between San Fran
cisco and Australia.
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general instructions and to inspect dry-dock facilities at Esquimalt.6°
The Arawa was noted for her fast runs, once making the voyage from
London to Wellington in thirty-four days, a record which stood for
some time. She was one of the last of the steamships to carry a spread
of canvas adequate to permit her taking full advantage of the trade
winds. She had triple-expansion engines and a single screw, two funnels,
and a clipper bow, which, with her great spread of canvas, made her
a beautiful, speedy, and graceful ship.6’

The Miowerci herself duly arrived at Esquimalt on February 6, 1894,
and went into dry-dock. Fortunately the inspection revealed that the
damage, while considerable, could be repaired sufficiently to make her
able to proceed to the Tyne for general overhaul. The damage was
confined principally to her rudder and stern-post. Little repair to her
bottom was found necessary other than some fairing of plates.62 This
work was completed under the superintendence of Mr. Way, of the
London Salvage Association, who had been dispatched from London
for that purpose. She sailed from Victoria for England about February
27 and was reported in the London Times as having arrived in the
Tyne on April 27, after a run of sixty days, which was considered a good
passage for the distance. The primary reason for her voyage to England
was probably not for effecting repairs due to the Honolulu stranding, to
which no reference was made in the newspaper account:—
The steamship Miowera, which was the pioneer of the Canadian-Australian mail
service, has arrived in the Tyne . . . having steamed the distance of 14,500
miles in 60 days . . . in view of the expected trade developments, is being fitted
with refrigerating apparatus capable of dealing with 11,000 carcasses of frozen
mutton. There will also be accommodation for the storage of fruit in a chilled
condition for transit from the Pacific Islands to both Canada and Australia.
On June 23 the Miowera will start on the first of three cruises to Norway, and in
August will leave on a round the world cruise, via the Mediterranean and the Suez
Canal, prior to again taking up her station on the Pacific service.63

The Miowera, after returning to her regular service, had made several
round voyages when, north-bound in May, 1895, she sustained another

(60) An interesting item in the Victoria Colonist, December 13, 1893, report
of the arrival of the Arawa read: “Greatly to the disappointment of the pas
sengers . . . no one could land [at Suva] on account of . . . an epidemic
of measles [at Sydney] which disease is greatly dreaded in the Fiji Islands, where
in 1874 it carried off almost 40,000 natives.”

(61) Will Lawson, op. cit., pp. 218—2 19. Lawson is, however, incorrect as to
the engines, which were triple expansion. See Lloyd’s Register of Shipping, 1893.

(62) Victoria Colonist, February 6, 1894.
(63) London Times, April 27, 1894.
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accident. Twelve hundred miles off the British Columbia coast a
high-pressure piston broke and she was reduced to her low-pressure
engines, which provided a bare 5-knot speed. Fortunately the weather
held fair, but one day before she reached port she encountered very
heavy seas and a full-force gale. The tug Lorne, which sighted her at
sea off Cape Flattery, reported that “it looked like becoming the fattest
salvage prize ever.” However, no distress signal was flown nor
assistance requested, and she was brought in, under her own steam,
to Royal Roads the following day. Owing to her damaged condition
she did not enter port at Victoria, the passengers and mail being landed
by tender, a rarity at this port. On her run from Royal Roads to
Vancouver she was accompanied by the Lorne because of the request
of her captain, not that her services were required, but merely to
reassure the passengers, who naturally were in some cases highly
nervous after their rough experience.64

After the above-related mishaps, fortunately none of them of
sufficient magnitude to cause more than temporary withdrawal from
the regular service, the Miowera settled down to uninterrupted and
regular maintenance of her passenger and mail run without further
mishap of note, except an arduous and perilous attempt to render
assistance to another British ship, a passenger-steamer in dire distress,
an incident which caused great alarm at the time.

Sailing from Victoria on December 15, 1895, bound for Honolulu
and Sydney, the Miowera encountered heavy weather off Cape Flattery.
Three days out in the early morning a steamship flying distress signals
was sighted in the distance. Closing the vessel this was found to be
the steamship Strathnevis, concerning which considerable anxiety existed
owing to her non-arrival at Yokohama, at which port she had been
due about six weeks earlier. The Strathnevis was a Strath Line (British)
vessel, time-chartered, and later purchased, by the Northern Pacific
Steamship Company of Tacoma for operation in its Puget Sound—
Orient passenger and mail service. Sailing from Tacoma on October
12 with general cargo and 120 passengers, she caUed at Victoria and
there took on an additional forty-five passengers, all Orientals. Seven
days after leaving Victoria, about 1,600 miles west of Cape Flattery,
her propeller-shaft broke between the stern-post and the boss, the

(64) Victoria Colonist, May 14, 1895.
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propeller being lost in the sea. Destitute of motive power, other than
sails designed for auxiliary use, she had a meagre spread of canvas of
less than 1,000 yards. She had been adrift, or partially under sail,
for a period of fifty-nine days when the Miowera met her, having made
an average of only 18 miles per day eastward in her attempt to return
to the Pacific Coast. Her provisions were depleted and no help had
been forthcoming.

Captain Stott of the Miowera agreed to tow the now badly battered
ship back to Victoria. He succeeded in placing two hawsers aboard and
also provided necessary stores and provisions, and commenced to tow
the disabled vessel. The next day the weather became stormy and on
the fifth day the wind reached hurricane proportions. Both the hawsers
broke under the strain and both vessels sustained heavy damage. The
Miowera stood by during the night, but the following morning the
Strathnevis was nowhere in sight and Captain Stott and his officers
feared she had gone down. He had no alternative but to resume his
delayed voyage, having his ship, his passengers, and, above all, the
mails to consider. Reluctant to abandon the vessel in distress he
compromised by standing by and making further search for her for
the next fifteen hours, after which, to use his own words, “We could
do no more.”

It should here be recorded that the Strathnevis was met the follow
ing day by the American steamer Mineola, which took her in tow,
the weather in the meantime having considerably improved, and suc
ceeded without difficulty in towing her into safety at Port Townsend,
at the entrance to Puget Sound. The owners of the Miowera laid a
claim for $150,000 against the owners of the Strathnevis. Likewise,
the owners of the Mineola laid a similar claim for the same amount,
and submitted that the Miowera had no claim, not having performed
an “act of salvage,” which implied the bringing of the ship into safety,
whereas she had lost contact with the ship, failing to recover her when
the hawsers parted. In the subsequent salvage case, decision was
based on the principle that compensation may be awarded in such
cases where the final act of salvage was made possible only by the
prior efforts of another ship. This case was heard at Seattle, Washing
ton, under United States law, but, following usual procedure, British
Admiralty Court decisions were cited as authority for the action

3
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taken.65 Compensation was accordingly apportioned according to the
Court’s appraisal of the relative value of the services rendered by the
respective ships, $26,000 going to the Miowera and $20,500 to the
Mineola.66 The Strathnevis salvage case was at the time a cause célèbre
and is still on occasion cited in Admiralty Court decisions.

The salvage of the Strathnevis was of great interest at the time, as
there had been considerable anxiety in Vancouver and Victoria in
regard to both vessels, the master of the Strathnevis having reported
on reaching Port Townsend that after the hawsers parted he had lost
sight of the Miowera and feared she had gone down. Doubt was again
raised by a telegram received by the Victoria Colonist from its cor
respondent at Port Townsend stating that “yesterday morning a lifebuoy
belonging to the Miowera was found by the Indians on Waddah Island.”
Tension was not relieved until the arrival at Victoria, about two weeks
later, of the Warrimoo, when her master reported having passed the
Miowera five hours west of Honolulu on her way to Sydney. He had
also picked up at Honolulu letters left there for him by the master of
the Miowera which fully reported on his attempted salvage of the
Strathnevis. It thus became known that both ships were safe and
sound.67

WARRIM00

The second steamship of the new Canadian Australian Line, the
Warrimoo, arrived at Victoria on her first voyage on July 8, 1893 68

Like her sister ship, the Miowera, she was built by C. S. Swan & Hunter
Limited at Newcastle-on-Tyne in 1892 for James Huddart’s Australian
and New Zealand Shipping Company, designed for operation in the
intercolonial trade between Australia and New Zealand. She was slightly
larger than the Miowera, being 3,528 gross tons as compared with 3,393.
Her speed, however, was fully equal to that of the Miowera, both having
triple-expansion engines of 4,500 i.h.p. Competition of these two
speedy ships called for the employment of the fastest steamers of the

(65) “The Admiralty courts of England and the United States consider salvage
a matter governed by the common law of nations, and exercise jurisdiction even
in cases where both ships are foreign, if one of them is salved.” C. J. Colombos,
The International Law of the Sea, London, 1954, pp. 265—266.

(66) Victoria Colonist, November 4, 1896.
(67) ibid., May 14, July 9, November 16, 28, and 29, 1895. Cf. also the

judgment of C. H. Hanford, Seattle, Wash., quoted in the Victoria Colonist,
November 4, 1896.

(68) ibid., July 9, 1893.
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Union Company, its Rotomahana racing against the Warrimoo and its
Mararoa against the Miowera. It is reported that running the Warrimoo
at her fastest possible speed was found to be detrimental to her engines,
there being a certain weakness which affected her boiler tubes, not
noticeable at normal speed, but when she was driven hard the tubes
leaked, and eventually the racing had to be given up.69 However, the
Canadian mail contract called for only 14 knots, which the engines of
the Warrimoo provided with ease and smoothness.

An interesting note regarding her first visit to Victoria was an an
nouncement, given to the press, that an experiment was being made on
this run in regard to the time of transmission of the mails. The mail
which had left London on May 19 for Australia arrived there per S.S.
Himalaya on the morning of June 17, 1893. The Warrimoo sailed for
Vancouver the evening of the same day, time being afforded, at the
request of the Postmaster-General, for correspondents to reply to their
London letters which came in the Himalaya. This mail arrived at Vic
toria and was forwarded by the Canadian Pacific Railway from Vancou
ver the next day, July 9. It was hoped that a rapid run across the
continent would be made so that a connection could be made with a
fast Atlantic steamer to enable the mail to reach England, bearing
replies to the letters dated May 19 well within sixty days from their
dispatch from London. The newspaper reference to this interesting
announcement was “around the world in sixty days.”7° No information
is available as to the time of the arrival in London of this mail, but there
is little doubt that it would have arrived in time to set up a new record.
The fact that St. Martin’s-Ie-Grand, the London headquarters of the
British Post Office Department, had thought it desirable to plan and
publicize this demonstration of the rapidity of the new service is an
indication of the importance attached to the new direct mail route.
Not only did it provide rapid, direct “All-Red” service via Canada to
Australia, but, in addition, it was hoped that it would prove a reliable
substitute, especially in case of war or its threat, for the Suez Canal route.

The Warrimoo was more fortunate than her opposite number in
successfully avoiding the series of mishaps and diversions which beset
the Miowera. Only one such accident is reported as having occurred to
her on this side of the Pacific during the first years of her operation in
the Vancouver service. This was in 1895, about two years after she

(69) Will Lawson, op. cit., p. 126.
(70) Victoria Colonist, July 9, 1893.
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had entered the service. On August 9, inbound from the south, she
went on a reef on the southern shore of Vancouver Island, about 4 miles
north-west of Carmanah Point. She floated off at high tide and pro
ceeded to Victoria the next day. On her arrival the following details
were reported. There was fog at the entrance to the Strait of Juan de
Fuca and speed was reduced. Carmanah Lighthouse was sighted and
breakers were heard ahead. Running dead slow, the fog having thickened,
she touched on Sea Lion Reef, a point usually given a wide berth.
Water ballast was pumped out of forward compartments, lightening the
bow, the ship then swinging around on to the ledge. One hour later
she swung clear of the ledge on the rising tide but drifted on to rocks
alongside and astern. Unable to clear, she was soon aground with the
falling tide, and took a list. The first officer went ashore to telegraph
to Victoria for assistance. However, she finally got free and made Vic

toria under her own steam.7’ An indefatigable marine reporter, intent

on getting a real story, secured the following from one of the junior

officers:—
One of the officers stated that “several fishermen visited the stranded steamer

to cheer the officers . . . with the information that they were on the worst spot

on the entire coast, and also gave the passengers pleasure by assuring them that the

woods were full of panthers—great, fierce animals, as large as tigers and fully as

ferocious—all of which was duly recorded in numerous notebooks and diaries.”72

It is to be hoped that this lurid description of the fauna of Vancouver

Island was not in fact delivered to the passengers, most of whom would

have been in a nervous condition because of the danger in which the

vessel found herself. It is more probable that the above was merely

an example of the propensity of the Australasian sailor to indulge in the

sport colloquially known as “leg-pulling.” The water-fronts of Van

couver and Victoria over the years have keenly enjoyed many such play

ful reports.73 Such information given to passengers on a liner already

(71) Victoria Colonist, August 10, 1895.

(72) Ibid., August 11, 1895.

(73) Assignment of a suitable nickname for a ship or an officer is one of

their favourite pastimes, such as “Weary Mary,” the name by which the Miowera

was widely known. They also dubbed the C.P.R. coasting ship Princess Louise

“Princess Lousy “—a most unfair and inaccurate cognomen. Even the officers

of the Australian and New Zealand ships are noted for their sense of humour.

The late Captain J. D. S. Phillips, genial and well-beloved senior officer of the

line, delighted in titillating passengers with numerous similar whimsies. But there

is no place for such reminiscences in a historical review, notwithstanding the fact

that impressions and memories of a pleasant sea voyage constitute a valuable
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ashore would be very bad advertising, which the Chamber of Commerce
would resent equally with the shipping company.

The damage sustained by the Warrimoo in this accident turned out
to be quite extensive. Lloyd’s and other surveyors examined the vessel
as soon as she was in dry-dock at Esquimalt and found severe damage
to the plates forward, which were badly battered and bent. Amidships
a number of the plates had been pierced by rock pinnacles. There was
considerable inrush of water, but the pumps had prevented further rising.
One propeller blade had about 10 inches broken from the tip and other
blades were slightly damaged. The surveyors regarded it as a lucky
escape and considered that local repairs, adequate to permit her making
her return voyage to Sydney for permanent repairs, could quickly be
made. This was done and the vessel proceeded to Vancouver on August
19 to complete discharge of cargo and to take on passengers and cargo
for Sydney. An official preliminary inquiry had been held in Victoria by
Captain James Gaudin, appointed by the Dominion Government. His
finding stated that the accident occurred by reason of dense fog com
pletely obscuring the shore-line. Reliance had been placed on charts
available to the vessel at Sydney, which were out of date and did not
show the correct depths at the point where the stranding occurred.
Captain R. E. Arundell, first officer, who had served as commander on
this voyage, was absolved from all blame and his certificate was returned
to him. In addition, he was commended for his good seamanship in
handling the ship after she grounded. It was noted that the 1888 edition
of the British Columbia Pilot, official handbook issued by the Govern
ment, did not record the soundings, which were made subsequent to its
issue and were known only to local navigators.74

On her return trip to Sydney after her stranding, sailing from Van
couver about August 24, the Warrimoo carried a distinguished passenger
in the person of Samuel Clemens, better known as Mark Twain, the
famous humourist and author, who was on the first leg of a world-
encircling voyage which provided material for one of his books entitled

factor in the popularity of a passenger-liner. The very reverse of such influence is
shown in regard to Mark Twain’s voyage in the Warrimoo recorded herein. Any
ship having Captain Phillips as master was a “happy ship” by unanimous opinion
of both passengers and crew. His initials are a mark of his salty origin—his
father was master of the ship John Duthey in which Phillips was born when the
ship was in Sydney—hence John Duthey Sydney Phillips.

(74) Victoria Colonist, August 18, 1895.
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Following the Equator. Interviewed at Vancouver before embarking,
he told reporters that he was very glad to hear of the accident which
had befallen the Warrimoo. “He was looking . . . ,“ he said,
“for . . . a ship with the rock habit . . . and one which never
allowed such mishaps to disconcert her, but always got off again.”75
As a professional humourist he had to make a joke about everything,
it was expected of him and he catered to it, as will be seen in the refer
ences he made to his voyage in the Warrimoo.

As if in confirmation of what we have noted in regard to the pro
pensity of Australian and New Zealand sailors to indulge in jocularity,
he related:—
Sept. 5. Closing in on the equator this noon. A sailor explained to a young girl
that the ship’s speed is poor because we are climbing up the bulge toward the center
of the globe; but that when we should once get over, at the equator, and start
dowwhill, we should fly. When she asked him the other day what the foreyard was,
he said that it was the front yard, the open area in the front end of the ship.

One of the tales he related illustrates both his wit and his propensity to
exaggerate in order to make a good story:—
Along about the moment that we were crossing the Great Meridian a child was
born in the steerage, and now there is no way to tell which day it was born on.
The nurse thinks it was Sunday, the surgeon thinks it was Tuesday. . . . There
is an enormously rich brewer in the ship who said as much as ten days ago, that
if the child was born on his birthday he would give it ten thousand dollars to start
its little life with. His birthday was Monday, the 9th.

In his unfamiliarity with the “mysteries” of the International Date-line,
Twain missed a golden opportunity to improve on his yarn. Had the
vessel been going in the opposite direction, eastward instead of westward,
the infant might have had excellent luck, for had the ship reached the
meridian on a Monday, there would have been a second Monday the
next day and the infant could have claimed a double indemnity.

The point in introducing the above irrelevant items into a relation of
the history of the line is that the publicity gained by having on board an
author of such wide esteem throughout the English-speaking world could
have been of considerable advantage to the line. A book by Mark Twain
could have brought the company to the attention of thousands of poten
tial passengers, but as it was they remained ignorant not only of the
existence of the line but also of the beauties and the pleasures of the
route it followed. Reading his book, it is not apparent that the line did
anything at all to impress Mark Twain, leaving him to his own resources,

(75) Vancouver News-Advertiser, August 20, 1895.
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which produced naught but incidental and inconsequential stories to
gether with a number of comments highly uncomplimentary to the
management of the ship, such as:—
The ladies’ dresses were constantly getting ruined, nevertheless protests and suppli
cations went for nothing. . . . [The deck washers] send a bucket of water slash
ing along the side of the ship and into the ports, drenching the passenger’s clothes,
and often the passenger himself. . . . [We] sat down on our steamer chairs
contented and at peace. But they went to wreck and ruin under us and brought
us to shame before all the passengers. They had been furnished by the largest
furniture-dealing house in Victoria, and were worth a couple of farthings a dozen,
though they had cost us the price of honest chairs. . . . In the Pacific
one must still bring his own deck-chair on board or go without, just as in the old
forgotten Atlantic times—those Dark Ages of sea travel. . . . Ours was a
reasonably comfortable ship . . . plenty of good food furnished by the Deity
and cooked by the devil. . . . The ship was not very well arranged for tropical
service. . . . She had an over-supply of cockroaches . . . also the rule with
ships doing business in the summer seas.76

Twain’s own motto, invented by himself, was: “Truth is the most valu
able thing we have. Let us economize it.” It is well to bear that in
mind when reading his caustic comments on the ship and its ways.

On arrival at Sydney the Warrimoo was completely overhauled and
the damage fully repaired. Every effort was made to have the work
done so that she could resume her run with the least possible delay.
During the three weeks in dry-dock, work was continued day and night
whilst the sixty-five plates and several frames were removed and
straightened. The repairs amounted to approximately $125,000, or
about 30 per cent of the original building cost. By October 21 the
Warrimoo was ready to resume service, and she sailed from Sydney with
Captain Bird, her regular commander, on the bridge, reaching Victoria
on November

After operating the service with the two pioneer vessels for a period
of four years it had become obvious that an additional vessel was neces

(76) Samuel L. Clemens, Following the Equator, New York, 1897, pp. 16, 67,
68, and 89.

(77) Victoria Colonist, November 13, 1895. A noteworthy passenger on the
north-bound rim which ended with the above-mentioned accident was the Hon
ourable J. G. Ward, Treasurer of New Zealand. He stated at Victoria that he had
submitted a report to his Government on his recent visits to Canada and the United
Kingdom, and he was very hopeful of increased interchange of commerce between
New Zealand and Canada by reason of recently made tariff concessions. He also
said that if speedier vessels were provided, New Zealand would probably offer a
substantial subsidy to the line to make a call at New Zealand ports. Ibid., August
13, 1895.
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sary in order to provide and maintain a four-weekly service, and also
to meet contract requirements. At this juncture an important change
took place in the name and ownership of the mail line. James Huddart
had been the owner of the two vessels, and these were operated on a
contract basis with the Governments of Canada and New South Wales.
The service had hitherto been called the “Canadian Australian Mail
Line,” this being the name of the line and not of the company operating
it. With the acquisition of an additional steamer it was necessary for
financial reasons to incorporate a new company and this was done under
the name “The Canadian Australian Royal Mail Steamship Company.”
Incorporated in London, England, in March, 1897, the new company
had a capitalization of £250,000. The effect of this new organization
on the development of the service will be discussed later herein. Nego
tiations between Huddart and the New Zealand Shipping Company
Limited, an English company, resulted in the purchase by the new
company (shares in which were divided equally between Huddart and
the New Zealand Shipping Company) of a passenger-steamer deemed
suitable for the Pacific service.

A0RANGI I

This vessel had been built thirteen years previously.78 She had been
operated in the direct service between the United Kingdom and New
Zealand, for which she had been specially designed. Built in 1883 by
John Elder & Company of Fairfield, on the Clyde, one of five steamships
built for the New Zealand Shipping Company, she had accommodation
for 80 first class, 80 second class, and 250 third class, and additional
space in the ‘tween decks. She was described as providing “a scale of
living immensely superior to anything which sailing-ships could offer.”79
She was a handsome vessel with yacht-like lines, clipper stem, and single
funnel. Her gross tonnage when built was 4,268 tons; length, 389 feet;
and beam, 46 feet. Her compound engines were 4,000 h.p., although
these were changed when she was refitted later for the Vancouver
service.

The Aorangi sailed from Plymouth on her maiden voyage in Decem
ber, 1883, and for fourteen years was operated in the “New Zealand

(78) This vessel was the first of that name and should not be confused with
the second Aorangi, a motor-ship, which was the last ship in the service and was
withdrawn in May, 1953.

(79) J. H. Isherwood, “New Zealand Liner ‘Aorangi,’” Sea Breezes, X
(1950), p. 300.
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Direct” service. It is noteworthy that the New Zealand Shipping Com
pany at that time operated its service via the Cape of Good Hope to
New Zealand, the home-bound run being via Cape Horn. This round-
the-world route continued until the Panama Canal was opened,8°
August 15, 1914. The Aorangi had made thirty-two of these globe-
encircling voyages for the New Zealand Shipping Company, involving
some 800,000 miles of travel, at the time she was acquired by the new
company for the “All-Red Route.” In 1896, on arrival at New Zealand,
she ended her service for the New Zealand Shipping Company and was
turned over to Huddart for the new company. To make her more
suitable for the Sydney—Vancouver trade, she had to be extensively
refitted, and she went home in ballast to C. S. Swan & Hunter, on the
Tyne, to be altered and re-engined. Rapid improvement in marine
engines then emerging made it appear advisable to take out her com
pound engines, which had served well but had an unduly heavy con
sumption of coal, a very unsatisfactory feature for the Pacific trade.
In their place were installed the new triple-expansion type. Steam
pressure was raised from 110 pounds in her original three boilers to 180
in four new boilers, and engines of 4,950 i.h.p. replaced the original
4,000-h.p. set. Passenger accommodation, which had met the require
ments of the emigrant trade from England, was torn out and new
quarters on a more modern scale installed for 100 first-class and 50
second-class passengers.81 All yards and gaffs were removed, and she
was given a new funnel about 10 feet taller than the old one, to comply
with the then current fashion in funnels, which has changed, strange to
say, continuously, so that a ship can be “dated” within a few years
by the shape and size of her funnels. What is more important, her fuel
consumption was far more economical with her new engines and boilers,
and on her trials she steamed an easy 15 knots, the mall subsidy contract
calling only for 14.

(80) The New Zealand Shipping Company formerly had operated sailing-
ships in its service between England and New Zealand. They were routed south
bound to New Zealand via the Cape of Good Hope and north-bound to England
via Cape Horn. The probable reason for this course was that in the high southern
latitudes the prevailing winds throughout the year are from the west. The early
steamships used their sailing power whenever the wind served, and, therefore,
when the steamships replaced the sailing-ships, they still took advantage of this
route. When the Panama Canal was opened for traffic the course was changed to
it on the north-bound voyage.

(81) Swan, Hunter & Wigham Richardson Ltd. to the writer, June 30, 1954,
and J. H. Isherwood, bc. cit.
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George L. Courtney, Victoria agent for the Canadian Pacific Railway,
which under the agreement acted as agents for the Canadian Australian
Royal Mail Steamship Company Limited, received a cable advising of
the sailing of the Aorangi from Melbourne, stating that her passenger
list included twenty saloon and twenty steerage passengers for Vancou
ver and Victoria, ten and ten for Portland and Puget Sound, ten saloon
passengers for San Francisco, and fifty and ten for overland points—in
all a total of ninety saloon and forty steerage passengers. She was
therefore not fully booked for this voyage, but it was not unexpected, as
none of the vessels of the line had so far succeeded in selling all their
accommodation. The Victoria Colonist commented: “Her passenger
list is the biggest any ship of the line has ever had . . . it looks as
though the line has at last won its deserved European-Australian pas
senger business, and as though the placing of the Aorangi in the line
had something to do with it.”82 The reconditioned Aorangi entered
her new service and arrived at Victoria, June 7, 1897.83

The tone of this comment indicated the disappointing volume so far
experienced. While definite statistics of the number of passengers,
mail, and cargo carried by the line in this period are not available, it
is quite evident from statements made by Huddart or his representatives
from time to time that the volume of business in all departments was
below expectations. Huddart told inquirers in Victoria during a visit
that he hoped an improvement could be looked for as better knowledge
was secured of the available commodities in both countries which could
with advantage be exchanged between Canada and Australia and as the
advantages of the passenger route came to be recognized. Unfortunately
that hope was not achieved by Huddart. In point of fact, his company
was facing defeat. Heavy financial obligations, including payment of
the cost of the Aorangi conversion—40,000 was considered a goodly
sum in those days—coupled with unsatisfactory returns from operation
of the three steamers placed the company in a shaky position. This
critical point in the existence of the “All-Red Route” discloses the
difficulties which confronted the indomitable pioneer, James Huddart,
culminating in a complete breach between him and the New Zealand
Shipping Company and the consequent downfall of his hopes.

(82) Victoria Colonist, May 14, 1897.
(83) Ibid., June 8, J897.
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HuDDART’s FAILURE

A few months after the Aorangi came into service, application was
made in the English courts by the New Zealand Shipping Company
Limited, as the principal creditor, for a “winding-up order” of the
so recently registered Canadian Australian Royal Mail Steamship Com
pany Limited.84 A proper understanding of the nature of the difficul
ties which had arisen between Huddart and his creditors is clearly
reached by quotation from the London Times, which reported fully on
the meeting of creditors and shareholders held under the chairmanship
of the official receiver in London immediately following the issuance
of the order for winding up the company. Announcement of the order
had given rise to considerable criticism in Australia, Huddart having
accused his creditors of wrecking his company and of having acted
unfairly. Any such suggestion must have arisen from Huddart’s great
disappointment on the financial failure of his cherished scheme, but a
perusal of the financial statement officially submitted to the meeting of
the creditors dispels the validity of any such charge. A summary of the
Times report is as follows :—

The company was registered on March 17, 1897, and down to that date Messrs.
James Huddart and Co. had carried on business between Sydney and Vancouver
with two steamers, the Warrimoo and the Miowera. These vessels cost £150,000
in 1892, and this was the price at which the company acquired them. Messrs.
James Huddart and Co. received £60,000 in shares, this representing the margin
of £40,000 over the mortgage on the vessels (1 10,000), and £20,000 for the
goodwill. The reason for the company’s formation was that it was desired to add
a new steamer to the line, negotiations having been carried on for the purchase
from the New Zealand Shipping Company Limited by the proposed company of
one of their steamships. Eventually the Aorangi was acquired, this vessel having
thirteen years previously cost £127,426. It was acquired by the company for
£35,000, and the New Zealand Shipping Company provided £37,850, making a
total of £72,850. The New Zealand Company received £60,000 in shares, and
remained creditors for the balance of £12,850. The total share capital was
£120,000, and was divided between the New Zealand Shipping Company and
Messrs. James Huddart and Co., and, with the exception of £2,000, the shares were
now in the hands of the original holders. The service of steamers was initiated by
Messrs. James Huddart and Co., and Mr. James Huddart had procured subsidies
from the Governments of Canada, New South Wales, New Zealand and a small
subsidy from Fiji. Messrs. Huddart and Co. were appointed managers of the

(84) London Times, February 23, 1898. The compulsory winding-up order
was made against the Canadian Australian Royal Mail Steamship Company Limited
on the petition of the New Zealand Shipping Company and the Official Receiver
was appointed provisional liquidator.
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company, and under an agreement were to be paid 7 per cent. on the gross earn
ings. The board consisted of two nominees of the New Zealand Shipping Company
and Messrs. Huddart and Co. and Mr. Hunter as representing the mortgagees
[C. S. Swan and Hunter Ltd.] to the extent of £110,000. From the beginning the
company had no working capital whatever. The Aorangi left England in March,
1897, with ballast only, the result being that a heavy indebtedness was created.
After her arrival she had to undergo considerable alterations, and altogether the
loss amounted to £67,000. No definite arrangement seemed to have been made as
to which of the shareholders should provide the working capital, and in August
and September last the managers began to press the New Zealand Shipping Com
pany for monetary assistance. The latter replied, through their representatives,
that they insisted on having accounts. The question of accounts had apparently
been a bone of contention between the parties throughout. It seemed that under
the agreement the managers were bound to supply general and voyage accounts, but
up to the date of the winding-up order only one voyage account had been supplied.

At the present time he (the chairman) was not in possession of materials
sufficient to enable him to give the results of the company’s trading, but he gathered
from the latest figures supplied that a deficiency had arisen during the ten months
of no less than £41,000. There was no doubt whatever that the business of the
company had been conducted at an enormous loss, but until proper accounts were
furnished it would be impossible to find exact figures. The New Zealand Shipping
Company alleged that there was a deficiency of £63,474.85

Huddart, who was present at the proceedings, received permission to

address the meeting, which he did at considerable length. The purport
of his remarks was that when the accounts were finally completed it
would be shown that the deficit would not be anything like as large as
alleged. The Times reported that the meeting became somewhat unruly,
which perhaps may be readily understood, since the principals were at

(85) Ibid. The position in regard to the actual liability of Huddart and of
the New Zealand Shipping Company was not made very clear in this Times
account. It appears that the Warrimoo and the Miowera were built in 1892 by
C. S. Swan & Hunter, Walisend-on-Tyne, to the order of James Huddart, and were
engined by the Wailsend Slipway and Engineering Company Limited. The pur
chase price was payable in cash during construction and the balance over a period
of three years from the completion of each ship, and the security given to the
builders was “by mortgage on the steamers, with policies of insurance endorsed
in their favour.” The Aorangi, then owned by the New Zealand Shipping Com
pany, arrived at the Wailsend shipyard in 1896 for extensive hull repairs by C. S.
Swan & Hunter, and she was at the same time fitted with new boilers and new
triple-expansion engines by the Wailsend Slipway and Engineering Company.
The cost of all this was in the region of £40,000, and although some part of this
amount was paid after completion of the trial trip on March 1, 1897, the records
do not state that a mortgage was given in favour of the builders in respect of these
repairs. Swan, Hunter & Wigham Richardson Limited to the writer, June 30,
1954, and Isherwood, bc. cit.
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such variance in their statements. In order to publicize his side of the
question, Huddart had an interview with the Times a few days later, in
the course of which he stated:—

that the ninth Pacific voyage was not completed at the time of the filing of
the petition, and the sum of £63,474 represents approximately the whole of the
expenditure on those voyages (without giving credit for any revenue) with the
exception of the structural alterations to the Aorangi. He adds that the first Pacific
voyage was begun in April last, and the loss on the trading of the company for
the year ending next April will be found to be nominal, if any, excluding structural
alterations to the Aorangi, and interest and depreciation.86

The winding-up order having already been issued, such submission
could have no effect and Huddart had no further control over the com
pany or the ships. The New Zealand Shipping Company, Limited, the
principal creditor, was the liquidator and took over management of the
line. In the meantime, steps had been talcen by this company, which
was an English company with head offices in London, to arrange for
the service to continue. Burns, Philp & Company, an Australian com
pany engaged in the coastal shipping trade, were appointed general
agents for the line in Australia, and the Canadian end of the traffic
remained in the hands of the Canadian Pacific Railway as provided under
the agreement with Huddart. Under this arrangement the line continued
its normal operations, and there was no break in the service so far as
sailings were concerned. There is evidence that the New Zealand
Shipping Company, while desiring to liquidate the affairs of the defunct
company, would have preferred to have the service pass into the hands
of someone in a position to assume the obligations of the contracts and
carry on the service, as well as payment of the outstanding liabilities.
It so happened that developments were at that time taking place else
where which were to have a basic effect on the situation.

Shortly after Huddart’s company went into liquidation the Union
Steam Ship Company of New Zealand found itself in an impossible
position in regard to the San Francisco-trans-Pacific mail and passenger
service which it had operated jointly with the Oceanic Company and
was forced to abandon it and withdraw its steamers. It thus was
opportune for the two parties to discuss means for acquisition by the
Union Company of the property and assets of the Canadian Australian
Line. Negotiations were entered into, the outcome being the purchase
in 1901 by the Union Company of a majority share of the assets of the
defunct company. Later it completed the purchase of the Miowera in

(86) London Times, February 28, 1898.
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1908 and the Aorangi in 1910, thus becoming sole proprietor of the
line. The outstanding contracts and agency agreements also were
continued.87 This brings us to the point where the mail and passenger
service established by Huddart passed fully into the hands of the Union
Steam Ship Company of New Zealand.

TRs-ATLANTIc CONNECTIONS

Before describing the development of the Canadian-Australian service
under the new regime, it is advisable to take a brief objective view of the
wider field—the Atlantic part of the “All-Red Route” and its connection
between Canada and Great Britain.

It is sometimes wondered why the Canadian Pacific Railway Com
pany, which had shown such enthusiasm for the establishment of a fast
mail and passenger line from the Pacific Coast to China and Japan, did
not also enter the Australian and New Zealand trade. Nor did it take
advantage of the opportunity to acquire Huddart’s defunct company and
operate the service.88 The necessity of firmly establishing its Oriental
service and of maintaining it in the face of increasing and intensive com
petition from American ports was a matter of prime importance. When,
in the early 1880’s, an all-British mail route from the United Kingdom
across the Atlantic, connecting by rail across Canada with a steamship
line from the coast of British Columbia across the Pacific to Australia
was first mooted, Lord Strathcona designated it as “the British Highway
between Great Britain, New Zealand and Australia.”89 The Canadian
Pacific, as far back as 1885, had contemplated placing a line of fast
steamers on the Vancouver—Sydney run. The company took no definite
action, being then fully occupied with the completion of its transcon
tinental railway. When the rails reached the Pacific Coast at Port Moody
in 1885, the matter was still under consideration, and on completion of
the line to Vancouver in 1887 the decision was reached that no definite
scheme could at that time be evolved. The company’s Vancouver—
Orient service was then developing rapidly, and plans for a company-
owned fleet of liners for that service, which until 1891 was operated
with chartered ships, fully occupied its attention.

(87) S. D. Waters, O. Cit., p. 42.
(88) For a history of the establishment of the Canadian Pacific Oriental ser

vice see W. Kaye Lamb, “Pioneer Days of the Trans-Pacific Service,” British
Columbia Historical Quarterly, I (1937), pp. 143—164.

(89) Will Lawson, op. Cit., p. 226.
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In London, in 1890, however, a proposal was entertained by a
syndicate for floating a company to be named the Imperial Steam Navi
gation Company, having as its objective the fast carriage of mail on both
oceans and across Canada. For this relatively slow service, compared
with the San Francisco Line, the Australian and New Zealand Govern
ments were asked to pay a mail subsidy of £80,000 a year. This they
declined to do and the idea came to nothing.9°

Although it is not actually pertinent to this history, which is
concerned solely with the operations of the Canadian-Australasian
service, it is necessary to bear in mind that Huddart, in his original
concept, had planned to provide, as an essential link in the service, a
fast passenger and mail line operating between Great Britain and the
Atlantic Coast of Canada. A study of his efforts to secure financial aid
from both the British and Canadian Governments leaves no doubt
whatever that his Atlantic and Pacific plans were closely integrated. His
correspondence with Sir John Thompson, the Prime Minister of Canada,
and with Sir Mackenzie Bowell, the Minister of Trade and Commerce,
shows that he was fully backed by them when he commenced negotia
tions with the British Government and that he relied greatly on their
support. After conferring with the former in Ottawa, and upon the
eve of his departure for England, he sent Sir John the following tele
gram from Montreal:—
17 July, 1894. Leaving for New York and England with determination give
Canada her fast line and the Empire an Imperial steamship service relying upon
your continued confidence and encouragement. Au revoir.91

A voluminous letter-writer and fully confident in the success of his
plans, Huddart called them to the attention of high-ranking members
of the British Government, amongst whom were the Prime Minister,
Lord Rosebery, and the Postmaster-General, the Right Honourable
Arnold Morley. He advised the latter:—
The Government of the Dominion of Canada are most anxious to secure the
establishment of a line of swift steamships on the Atlantic running from an English
port direct to a Canadian port. . . . To this end the Dominion Government is
prepared to give a large subsidy, and the Canadian Pacific Railway Company

are also most anxious to see this Atlantic Line established. •92

(90) Will Lawson, op. cit., pp. 227—228.
(91) Sir John Thompson Papers, Public Archives of Canada. (Photostat in

the Archives of British Columbia.)
(92) Huddart to Morley, November 6, 1893, ibid.
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Huddart’s proposal soon became a matter of public interest, and the
London Times received letters doubting its practicability. These were
principally from parties already interested in operating a service to
Canada or prospective competitors seeking government support. Huddart
could not resist the impulse to reply to these arguments, and not always
in terms calculated to attract the support of the general public.93 A
factor that Huddart could not have foreseen was the effect that a change
in the Government of Canada might produce. Tenders for the fast
Atlantic steamers were received shortly before the election of June,
1896, and the new Laurier Government naturally decided to reserve
action pending a full examination of all phases of the proposal, which
by that time had become a contentious and uncertain matter in England.
But Huddart, evidently still hoping eventually to secure the requisite
financial support for his Atlantic scheme, nevertheless went ahead with
his Canadian—Australasian plans, purchased and refitted the Aorangi
and formed his new company in 1 897.

The foregoing is an condensed description of the situation, but
Huddart himself had something to say regarding this affair. This
ambitious plan was not just a whim. We have in his own words his
opinion that he, and he only, had devised a solution for creating an
all-British route for mails and passengers, and that its rejection by
the British Government was unwarranted. In a lengthy letter to the
London Times in June, 1897, he bitterly criticized a counter-proposal
of this nature. He bluntly stated his right to receive prior attention, and
accused the firm concerned of having “jumped his claim,” concluding
with an affirmation of his confidence in himself:—
I was, I say, invited to be present at the Ottawa Conference to give information
and to assist in this imperial work. . . . I claim to be peculiarly fitted for this
work. . . . My belief is that if Canada is to receive this fast Atlantic service
she will receive it through me, or it will be deferred indefinitely.95

It is quite apparent that Huddart’s outburst of indignation was due
to chagrin. As he disclosed in the above-mentioned letter, his invitation
to the Conference was based upon the promise of financial support from
competent sources, including hope of a substantial subsidy from the
British Government. His failure to secure a contract may have

(93) See J. & A. Allan to the Editor, London Times, August 11, 1894; and
Huddart to the Editor, ibid., August 14, 1894.

(94) For a detailed record of the establishment of the mail and passenger
service between the United Kingdom and Canada see F. C. Bowen, op. cit.

(95) London Times, June 7, 1897.
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prompted his financial backers to withdraw their assistance, including
that which had been promised for extension of his trans-Pacific service.
It is not difficult to comprehend his dismay when the proposal for a
trans-Atlantic line—a vital link in his “All-Red” chain—was definitely
rejected. Although he does not specifically refer to it in his letter, he
must have realized that the implied lack of confidence in his ability as
an organizer and operator would probably induce a similar attitude in
the upholders of his Canadian-Australasian project. Without a thorough
knowledge of his financial affairs it is difficult to judge, but the fact that
within a short time—eight months—application for liquidation of the
London company, owners of the three steamships employed in the
Pacific route, was made by his principal creditors, indicates that such
may have been the case. There is ample evidence that Huddart had
studied the possibilities, and was fully aware of the importance, from
an Imperial point of view, of the Pacific route for mails. Having on
his hands two steamers, built at considerable cost for the highly com
petitive trade between Australia and New Zealand, he decided to bring
to a head his scheme to establish at least the Pacific section of the “All-
Red Route.” His failure was indeed a tragedy and was generally
considered to have been responsible for his death shortly thereafter.

JAMES HuDDART, THE MAN

What was the background of this man, whose energy and foresight
fostered and brought into being the Canadian Australian Line? There
can be no question that the “All-Red Route” was an important factor
in the development of our overseas trade and a more neiglibourly
understanding with our sister Dominions in the South Pacific. In all
probability these connections would later have been made, but, at the
time, there was no one but Huddart who had the temerity, courage,
and enterprise to embark on the venture. Truly he sowed and we have
reaped.

James Huddart was born in England in 1847 at Whitehaven,
Cuniberland, and went to Australia in 1860, where he was taken into
the coal and coastwise shipping enterprise of his uncle, Captain Peter
Huddart, at Geelong. A few years later, on his uncle’s retirement,
the young man had to assume management. In 1876 he joined with
T. 3. Parker and two others in forming Huddart, Parker & Company,
a private company in which each of the four partners held an equal
share. In 1878 their office was removed to Melbourne. The business

4
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expanded, seven steamers being employed in their coal and coastwise
trade. Huddart became general manager in 1886. Two years later
the company was incorporated as Huddart, Parker & Company Limited.
By the early nineties its ships were running to New South Wales, Vic
toria (Australia), and Tasmania, and in 1893 to New Zealand as well.

Huddart had long been interested in the idea of an “All-Red Route,”
and in 1893 decided to grasp the opportunity which then presented.
Unfortunately the undertaking did not prosper, due in large degree to
circumstances beyond his control, and his worries and anxieties wore
him down. After a few days’ illness, he died at Eastbourne, England,
on February 27, 1901. His name is preserved in that of the company
which he helped to form—Huddart, Parker & Company Limited—
which, although taking no part in his trans-Pacific enterprise, gave
Huddart the experience in ship operating and management which
enabled him to put to practical use his remarkable energy and fore
sight. At the time of his death, Huddart, Parker & Company had
reached its jubilee, and from a report issued in commemoration thereof
it is clear that under his management it had prospered. It had become
an important ship owning and operating company with a working capital
of well over £1,000,000 and large reserves.96 Huddart was a man
possessed of an unusual personality. He may, as the Times notice at
the time of his death suggested, “‘have played for higher stakes than
his means allowed’ but he was no mere speculator; he was imbued
with aspirations for the consolidation of the British Empire, and though
he may have been in advance of his time he was nevertheless a great

pioneer in colonial progress.”97 The editor of Sea Breezes, a well-
known Liverpool shipping monthly, described him: “A stout Imperialist

who ruined himself and drove himself to a premature grave through

following a loyal ideal.”98 With the sincerity of that epitaph one must
agree—to James Huddart must go the credit for establishment of the
“All-Red Route,” which, in other hands, was developed to form a valu

able asset in the progress of Canada and the Empire.

(96) The company is still in operation, and according to Lloyd’s Register,

1956—57, owns and operates a fleet of eleven steamships totalling over 36,000 gross
tons.

(97) Percival Serle, Dictionary of Australian Biography, Sydney, 1949, Vol. I,

p. 460.
(98) “A Link of Commonwealth,” Sea Breezes, XVI (1953), p. 11.
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SIR JAMES MIns

It has long been felt that James Huddart has hitherto not received
due recognition in Canada. The opportunity of placing him in proper
perspective has been welcomed. In doing so it is natural that one
should recognize that Huddart’s pioneer effort would have been of no
avail had there not been someone able and willing to carry through
the plans which Huddart had so energetically initiated and to bring
them to full fruition and success. Fortunately the man was available
in the person of James Mills. He was born in 1847 in Wellington,
New Zealand, the son of a Civil Servant, William Mills, Collector of
Customs. In the 1850’s and 1860’s communication between the several
Provinces of New Zealand and Australia was mainly by small sailing-
vessels. During the following decade small coasting steamers were
beginning to establish more or less regular local services, and in one
of these infant shipping companies young Mills secured employment.
His employer, John Jones, died in 1869, and the far-seeing James
Mills, with assistance, formed a new company which purchased Jones’s
two small steamers. Within a short time, under the original name of
the company—The Harbour Steam Company—he expanded the busi
ness, carrying freight between near-by coastal ports. In 1873 he
endeavoured to interest the necessary capital to provide larger vessels
for a wider service, but was at first unsuccessful. A year later, having
secured the financial backing of friends who recognized his ability, he
set out for Great Britain. In Glasgow he was introduced to Peter Denny,
of Denny Brothers, who not only undertook to build the steamships,
but also to take shares in them. Thus began the long association of
this now famous Clyde ship-building firm with the Union Steam Ship
Company of New Zealand, for whom during the next thirty years they
built more than thirty ships.

The enterprising young man saw that an amalgamation of rival
interests in the New Zealand coastal trade could be of advantage to all.
Within a year several of the larger coastal operators were induced to
join the organization. Thus was formed the Union Steam Ship Com
pany of New Zealand Limited, incorporated in 1875, which from that
time onward has gone from success to greater advance. The company’s
fleet was enlarged to cover not only the New Zealand coastal trade, but
also the intercolonial trade between New Zealand, Australia, and Tas
mania. Later connections were established with Tahiti, Fiji, and eventu
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ally with Hawaii, the Pacific Coast of North America, and India, and
before the 1914 war with Great Britain also. It was he who made
possible the transition of the potentially important enterprise of Hud
dart, which had foundered after only four years’ operation, into a success
ful service which has been of great value to Canada and her sister
Dominions in Australasia. Knighted by Edward VII in 1907, Sir James
Mills, K.C.M.G., lived to see the company which he had founded prosper
and grow to take its place among the principal shipping companies under
the British flag, now owning a fleet of fifty-nine ships, exceeded in num
ber by only seven other British ship-owners. It is proper to couple the
name of Sir James Mills with that of James Huddart, for to these two
men is due the credit of having created the “All-Red Route.”°°

THE UNION COMPANY TAKES OVER

There is every evidence that the New Zealand Shipping Company
desired not only to liquidate the affairs of the defunct Canadian Austra
lian Royal Mail Steamship Company, Limited, of which they were the

principal creditors, but sought in addition to have the service in the
hands of someone who could assume the unfulfilled contracts and obliga

tions as well as payment of the outstanding debts. The position of the

Union Company at the end of 1900, when it found it necessary to with

draw from the service which it had jointly operated for fifteen years

with the Oceanic Line, indicates that this enterprising company would

seek the earliest opportunity to re-enter the trans-Pacific passenger and

mail trade. Entering into negotiations with the New Zealand Shipping

Company with a view to taking over the “All-Red Route” as a going

concern, the Union Company acquired a major interest in, and assumed

management of, the line. The transfer took place with the sailing of the

Aorangi from Sydney in April, 1901, and the general agency for the

Canadian Australian Line passed from the hands of Burns, Phulp &

Company, Limited. This old-established firm, still in existence, owning

steamships operating in the South Pacific, had been appointed by the

liquidator of Huddart’s defunct company, and served as its general agent

for several years. The Union Company had acted as general agents for

(99) Syren and Shipping, bc. cit.
(100) Data from G. H. Scholefield (ed.), A Dictionary of New Zealand

Biography, Wellington, 1940; 50th Anniversary of the Founding of the Union

Steam Ship Company; History of the Union Steam Ship Company of New Zea

land, Limited, 1875—1 940, Wellington, 1940.
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the Sydney-San Francisco service carried on jointly by it and the Oceanic
Line, but on its withdrawal from that service Burns, Philp & Company
was appointed in its place, acting as the general agents at Sydney, thus
effecting a cross-exchange of agencies.’°t

The Warrimoo had been fully acquired by the Union Company, the
interest which it acquired including full ownership of that vessel. She
was taken off the Vancouver run and transferred to the Union Com
pany’s intercolonial trade, her place in the Vancouver service being
filled by the Moana, a faster and more suitable ship. The Miowera,
Aorangi, and Moana were thus the regular ships employed during the
initial period of the new management. The route followed hitherto had
been Sydney— Brisbane — Suva—Honolulu —Victoria and Vancouver, al
though the Suva call was not yet on a regular basis, having been dropped
from the end of 1895 until September, 1897. It was then renewed for
two years until September, 1899. Not until 1902 was the call placed
on a permanent basis and regularly continued thereafter. New Zealand,
with exception of a short period of eighteen months beginning Septem
ber, 1897, was not included in the itinerary of the Vancouver-Sydney
service, but connection was made at Suva with a Union Company local
service to New Zealand. Not until 1911 was New Zealand included in
the regular service, a call being made at Auckland on both the north-
and south-bound run. This was continued until the service ceased in
195 3102

When the management of the line was taken over by the Union
Company, it promptly faced the problem of improving basic factors
which had so far delayed progress. With its long experience in the pas
senger trade on the South Pacific and Tasman Sea and its ownership of
a number of passenger-vessels designed and built for such service, it
was in a good position to make such immediate changes as might be
desirable. As evidence of the company’s prompt activity in the develop
ment of the “All-Red Route,” the following excerpt from Morang’s
Annual Register of 1901 may be quoted:—
A little later in the year [1901] Mr. James Mills, of Dunedin, New Zealand, was
hi the country [Canada] upon business connected with the existing steamship

(101) The Sydney Morning Herald referred to the exchange as follows: “The
departure of this vessel, completes the conduct of the Sydney agency of Messrs.
Burns, Philip [sic] & Co., who have so long and so successfully carried out the
‘all red’ service. . . . The Union Company will in future act as the representa
tives of the Canadian line.” Reprinted in Victoria Colonist, April 18, 1901.

(102) For detail of routes and subsidies, see Appendix I.
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interests—those of the Union Company and the Canadian Pacific Railway Com
pany. After ten days spent in Montreal in consultation with the officials of the
latter concern, he proceeded to Winnipeg and was interviewed there by the Tele
gram, on November 9th. He stated that he had been in Great Britain, prior to
this, making arrang[e]ments for the construction of two new steamships for their
Line. The Australian Company which he represented had a fleet of 50 steamships,
with an average tonnage of about 40,000 [sic], and they had recently entered into
an agreement with the Canadian Pacific Company for the mutual development of
the commercial interests of Canada and Australia by means of a joint transporta
tion agency. . . . He had been in conference with Sir Thomas Shaughnessy and
others regarding proposed improvements in the service and it had been arranged
that Mr. William Stitt, of Winnipeg, should proceed to Australia as General
Passenger Agent for that community.103

M0ANA

The Moana, which replaced the Warrimoo, a twin-screw 16-knot
steamer, one of the many built for the company by Denny Brothers of
Dumbarton, was launched in 1897. Her gross tonnage was 3,915;
length, 350 feet; breadth, 44 feet; and depth, 32.6 feet. Triple-expan
sion engines built by Denny’s developed 4,500 i.h.p.’°4 Her additional
speed was a most useful factor and enabled a closer adherence to
schedule. When she came from the builders in 1897 she was placed in
the company’s Sydney—San Francisco service, replacing the Monowai I
which was required to fill a gap in the intercolonial run.105 Shortly
after the Union Company withdrew from the San Francisco service the
Moana was refitted and transferred to the Vancouver run, arriving at
Victoria, May 15, 1901. The newspaper report commented on her
modern equipment as “well fitted up for the tourist trade, has four
pianos and an organ“106—adequate predecessors of the radio and tele
vision demanded to-day.

Although one would not look for full ocean speed by a passenger-
liner on the run from Victoria. to Vancouver, the Moana broke existing
records by making the run in four hours one minute, it is claimed, in
1902. A year later the Canadian Pacific Railway’s new British Co
lumbia Coast Service passenger-ship Princess Victoria arrived from the
Tyne, and she is claimed to have beaten the Moana record by three

(103) Morang’s Annual Register of Canadian Affairs, 1901, Toronto, 1902, p.
417. The Union Company is a New Zealand, not an Australian, company and the
figure given as the average tonnage should obviously read 4,000.

(104) 50thAnniversary . . . ,p.23.
(105) S. D. Waters, op. cit., p. 40.
(106) Victoria Colonist, May 16, 1901.
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minutes. According to newspaper reports, another of the Union Com
pany’s liners, the Maheno, which made her first arrival at Victoria,
May 8, 1906, also beat the Moana’s record by a small margin. How
ever, there is little doubt that the Princess Victoria could readily have
beaten both these ocean vessels, her rated speed on trials having been
“a comfortable 19½ knots.”107

The Moana had the distinction of inaugurating the line’s regular
service to Fiji. Some calls had been made at Suva, the capital of the
islands, by Huddart’s steamers, especially in 1894 and 1895, but had
then been discontinued. When the Union Company took over manage
ment of the line, the desirability of making Suva a regular call in the
Vancouver service was recognized, and a subsidy arrangement was con
cluded for a call both north and south bound. The Moana made the
initial call on her voyage north-bound in March, 1902.108 One of the
conditions attached to the subsidy agreement, at least during its later
period, was that the vessels remained at Suva for six hours of daylight
on each voyage, doubtless a provision to secure the benefit of tourist
dollars. But the Union Company itself fully recognized the value of
Fiji in that regard, and, with the object of expanding the tourist traffic,
in 1914 erected at Suva a large hotel, known as the Grand Pacific, replete
with tropical flowers and ferns, on a site commanding views of Suva
harbour and the open ocean. This was no ordinary hotel, but, designed
in modem style, it provided for tropical conditions, with wide verandas,
spacious public rooms, and very ample bathing facilities.109

It should be noted that quite early in the service, in 1905, the line
was assured of regular shipments of sugar from Fiji. In that year the
British Columbia Sugar Refining Company of Vancouver had acquired
sugar plantations having an area of 5,000 acres. Shipments increased
far beyond the limited available cargo space of the passenger-steamers

(107) F. C. Bowen, op. cit., p. 121. The Princess Victoria ran in the Vic
toria—Seattle service during the frantic rate war in 1908—09 and proved in operation
to be the final answer, for the American steamers were unable to compete in equip
ment, speed, or comfort. This local rate war was reminiscent of a similar situation
in the intercolonial service between Australia and New Zealand which caused
Huddart to withdraw his two steamers and to use them to inaugurate his “All-Red
Route.”

(108) D. A. Butler, manager, Union Steamship Company of New Zealand,
Suva, to R. W. Parkinson, September 6, 1956, forwarded by the latter to the
author under date September 12, 1956.

(109) S. D. Waters, op. cit., pp. 68—69.
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and were an important factor in the company’s cargo-steamer line later
established.

The Moana ran regularly and without accident or serious delay, but
in her second year in the service met with a mishap which proved costly
and caused a twenty-five-day delay. On her arrival at Race Rocks, near
Victoria, on the north-bound run from Sydney on December 3, 1903,
at night in foggy weather, she struck the rocks in the vicinity of the
quarantine station at William Head under circumstances beyond the
control of her officers. Another vessel approaching the station got off
course, crossing the bow of the Moana, resulting in her grounding.
Damage to her port propeller, rudder-post and shoe was reported by
a diver, but she was floated off and proceeded to Victoria on one pro
peller. Since the dry-dock was already occupied by H.M.S. Flora,
arrangements were made to effect the repairs to the Moana by the con
struction of a coffer-dam. The ship was moored alongside the repair
pier, and the coffer-dam built around her stern, heavy planks on three
sides and the fourth cut away to fit closely around the damaged stern.
Well ballasted, the coffer-dam was pumped dry and pressure of water
maintained it against the ship. Coal in the ship’s hold was shifted forward
to bring the vessel down by the head. The repairs were then satisfac
torily concluded in twenty-five days. The newspaper report stated the
coffer-dam operation to be a “novel contrivance.”10 An amusing inci
dent connected with this repair operation is related to the writer by
Douglas Bullen, son of W. Fitzherbert Bullen of the British Columbia
Marine Railway Limited, at whose yard the repairs were made. When
the operation had been completed, a cable was dispatched to the Union
Company at Wellington, New Zealand, tersely worded “Dam good job”
Transmission of the message was refused by the operator until its mean
ing was explained.

The Moana continued in the Sydney—Vancouver run until 1908,
making her final departure from Victoria on March 27.111 She was

(110) Actually this was not the first time this device had been used on the
British Columbia coast. In 1879 H.M.S. Charybdis had her bow damaged, and
to effect its repair was placed in a ship-made coffer-dam. See F. V. Longstaff,
Esquimalt Naval Base, Vancouver, 1941, p. 181. Another notable instance of
this method of ship repair saved the Canadian National Railway’s coastal pas
senger-liner Prince Rupert from becoming a total loss at Swanson Bay in Septem
ber, 1920. Harbour and Shipping, III (1920), p. 549.

(111) Victoria Colonist, March 28, 1908.
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employed in the intercolonial service until 1927, when she was dis
mantled and sunk as a mole protection at Otago Head.

MAHEN0

Next to come to the Vancouver service was the celebrated new
steamer Maheno, notable as having been the first passenger-vessel
equipped with turbine engines to cross the Pacific Ocean. Built for
operation in the intercolonial service, she was in advance of the older
vessels, not only in her engines, but also in the comfort of her passenger
accommodations. She aroused considerable interest at Victoria, where
she arrived on her initial run on May 7, 1906.

Launched in September, 1905, at the yards of Denny Brothers,
Dumbarton, her gross tonnage was 5,282; length, 400 feet; width, 50
feet; depth, 33.5 feet. Her three direct-coupled steam turbines deliv
ered 6,500 i.h.p., which gave her a speed on trials of 17½ knots, and
her service speed was somewhat over 16, although on occasion she did
better.’12 It is reported that on her arrival at Australia from Scotland
she caused a sensation by making a speed-test coastal run, in which she
beat the record held by the famous Rotomahana, the company’s fastest
ship, which held all the honours.’13 Although she was the first turbine
passenger-vessel to cross the Pacific Ocean, the Maheno was not the first
turbiner owned by the Union Company, who had already experimented
with the new method of propulsion. A year earlier it had had a ship
built, also by Denny’s, the Loongana, somewhat smaller but similarly
equipped. On her arrival into the Melbourne and Launceston trade she
was an immediate success, and the company was thus encouraged to have
a larger steamer laid down having the same type of propulsion.114

(112) 50th Anniversary . . . , p. 25.
(113) Will Lawson, op. cit., pp. 138—139.
(114) Doubts have been expressed as to the priority of the Maheno as a

turbine ship in crossing the Pacific Ocean, but it is not difficult to dispel such
doubts if note is taken of the facts. There had been built prior to the Maheno
seven other turbine passenger-liners. The first two were the King Edward and
Queen Alexandra, Clyde-built in 1901 and 1902 for the local coastal trade. The
latter was purchased in 1912 by the Canadian Pacific Railway Company for opera
tion in its Nanaimo—Vancouver service and ran under the name Princess Patricia.
Two English Channel steamers,. the Queen and the Brighton, built in 1903, were
the third and fourth, and in 1904 the Victorian and the Virginian were built for
the trans-Atlantic service of the Allan Line. The above, with the Loongana,
built for the Union Company in 1904, are the seven passenger turbine ships built
prior to the Maheno, none of which made any voyage across the Pacific. For
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On her first arrival at Victoria the Maheno was thrown open to
public inspection, and the fact that the Colonist devoted nearly three
columns to a description of the ship and her engines indicates the
degree of interest she aroused. While the main attraction appears to
have been the passengers’ quarters and public rooms, the crowd which
crammed the engine-room was quite exceptional. The Victoria Colonist
reported: “. . . her engine room was invaded and the chief engineer
overwhelmed. He would furnish no information concerning the engines,
stating he was running them, not advertising them. Nor did he know
what speed the engines averaged . . . how much fuel they con
sumed or how many propellers the steamer had.” Seafaring men who
attended the inspection were greatly intrigued by the unusual appearance
of the engine-room, the turbines occupying so much less space than the
old-type reciprocal engines. Travellers were more interested in the
marked reduction in vibration which the incoming passengers reported.
The passenger accommodation—234 first class, 116 second, and 60
third—was the subject of much praise, especially such luxuries as electric
fans and heaters. Ionic pilasters in the dining saloon were surmounted
by spandrilled arches and frieze.115

Running in the Vancouver service, she proved to be a popular ship
and continued until withdrawn for war service. In 1914 she was fitted
out as a troop transport but later was converted to a hospital ship, in
which capacity she was operated in conjunction with the Marama, also
well known in the Vancouver run. Her original engines, Parsons direct-
coupled turbines, which had given satisfaction on her passenger runs,
were replaced in 1915 with geared turbines driving the two wing proper
lers, thus making her twin screw instead of triple.116 The conversion
was made at the Union Company’s yard at Port Chalmers, New Zealand.
These two ships carried 47,000 wounded and sick soldiers during their
period of war service.

After the war the Maheno was reconverted and placed in the inter-
colonial service, in which she continued until 1935, when she was sold
out of service to Japanese interests. While in tow to Japan she stranded
on the Queensland coast and became a total loss.7

detailed information regarding the introduction of the turbine for marine propul
sion see Andrew Boyle (ed.), The Everyman Encyclopadia, London, n.d., Vol.
XII, pp. 325—326.

(115) Victoria Colonist, May 8, 1906.
(116) P. B. Cooke to the writer.
(117) S. D. Waters, op. cit., p. 87.
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The period following acquisition by the Union Company in 1900 of
an interest in the Canadian Australian Line until the outbreak of war
in 1914 saw considerable expansion in the company’s fleet, no less than
fifty ships being added. Of these, many were passenger-liners for opera
tion in the intercolonial and other services. Several of them were larger
vessels capable of being employed in the trans-Pacific runs, but only two,
the Makura and Niagara, were built for this trade exclusively. Beginning
with the Moana, built in 1897, which made her first call at Victoria,
May 15, 1901, a succession of newly built vessels came into the Van
couver run, either as regular or as relief ships.

MANuKA

The Manuka followed the Moana, making her first call at Victoria
on June 7, 1904.h18 This, however, was not a regular run but in replace
ment of the Moana, which had suffered damage at Victoria and had had
to be given permanent repairs on her return to Sydney. Manuka was
practically a new ship when she made her first appearance, having
arrived out at Sydney in January. Built by Denny Brothers at their
Dumbarton yards on the Clyde and launched late in 1903, she and a
sister ship, the Moeraki, were the company’s first two vessels to be
equipped with twin screws.119 Of 4,534 tons, her length was 368.7 feet;
breadth 47.2 feet; depth, 31.1 feet.12° Her eight-cylinder triple-expan
sion engines gave her a service speed of 15 knots, which she could
exceed when occasion arose.

On her trip to Victoria she is reported to have beaten an American
liner which started from Sydney at the same time across the Pacific by
thirty-six hours.121 She also is reported to have beaten local speeds on
several occasions when later she was on the regular run to Vancouver.
On July 31, 1905, she arrived at Victoria from Sydney via Brisbane,
Suva, and Honolulu in twenty-one days, seven hours, and sixteen
minutes,122 having broken the record set by the Moana for the run.

After service on the intercoastal run she returned to the Vancouver
service in 1910, running opposite to the Marama and Makura.’23 Taken

(118) Vancouver News-Advertiser, June 8, 1904.
(119) S. D. Waters, op. cit., p. 55.
(120) Lloyd’s Register of Shipping.
(121) Victoria Colonist, June 8, 1904.
(122) Vancouver News-Advertiser, August 1, 1905; Vancouver Province.

May 7, 1906.
(123) Victoria Colonist, March 11, 1910.
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over as a troop-ship in the First World War, she was engaged in the
transport of New Zealand forces. Returned to her owners after the
war, she was again operated in the intercolonial service for several years.
On December 16, 1929, she struck a reef off Long Point, Otago, New
Zealand, and became a total loss.124

BQuE DARTF0ao

Although not an integral part of the fleet which served the Canadian
Australian Line, it is of interest to note that the barque Dartford called
at Vancouver during January, 1919,125 from Sydney. This unusual type
of visitor to the port attracted wide attention. She was a training-ship
for cadets, the first such vessel recorded as having called at a British
Columbia port. Although the Union Company had not experienced
much difficulty in finding officers for its steamers, which numbered at
that time about sixty, it was decided in 1907 to provide a training-ship
for New Zealand lads desirous of embarking on a sea-going career. For
this purpose the company in 1908 purchased the full-rigged ship Dart-
ford, a stout vessel of 1,327 tons, built at Sunderland in 1877. On
arrival at Lyttleton, New Zealand, she was “fitted out to accommodate
24 cadets—later increased to 41—who, during their four years’ appren
ticeship under the ship’s officers and a special instructor, received a
thorough training in seamanship and navigation.”126 Mr. P. B. Cooke,
retired manager of the line at Vancouver, advises that the Dartford
when purchased was a full-rigged ship and was refitted at Wellington,
the yards being taken down from her mizzen mast and rigged as a barque.
He also remembered that Captain W. Whitefield, last master of the
Aorangi II, was one of the first Dartford cadets, of March, 1913. She
made a number of voyages overseas between New Zealand and Australia
and one to South Africa, and, so far as can be ascertained, only one to
Vancouver. Many of the officers who later distinguished themselves in
the mail and passenger ships employed on the “All-Red Route” received
their training in the Dartford.

MARAMA

Another of the ships which were employed from time to time in both
the Vancouver and the San Francisco services was the Marama, a hand-

(124) S. D. Waters, op. cit., p. 81.
(125) Vancouver Province, January 14, 1919; Harbour and Shipping, I

(1919), p. 51.
(126) S. D. Waters, op. cit., p. 61.
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some twin-screw 6,437-ton passenger-liner built on the Clyde for the
Union Company by Caird & Company of Greenock. The placing of
this order broke an association of thirty years between the Union Com
pany and Denny Brothers.’27 Her dimensions were 420 feet in length;
depth, 31 feet; width, 53 feet; and her eight-cylinder triple-expansion en
gines were of 7,500 i.h.p. On the outward voyage she made an average
of 16 knots. She replaced the Miowera in the Sydney—Vancouver ser
vice, arriving at Vancouver, April 8, 1908.128

On August 5, 1911, the Marama entered Auckland harbour, initiat
ing the new service connecting Vancouver with that port. This marked
the culmination of the persistent efforts on the part of New Zealand to

have the connection with Canada placed on a sound and permanent
basis. The many difficulties and misunderstandings which had delayed
the inclusion of New Zealand in the “All-Red Route” were at last
over)29 This happy occasion was marked by enthusiastic editorials in
the newspapers, a demonstration that this new development was genu
inely welcomed.

The Marama was employed for six years in the Vancouver service
prior to the war, running opposite the Makura and Niagara, and made
her last call at Vancouver on August 18, 191 413O On arrival at Sydney
she and the Maheno went to Port Chalmers, New Zealand, for conver
sion to hospital ships. Reconverted after the war, the Marama entered
the San Francisco service. One voyage to Vancouver was made late
in 1920 relieving the Makura, which had been off the run for about
four months undergoing overhaul and extensive repairs at San Francisco.
While at Vancouver the Marama herself received extensive deck and
engine repairs at the British Columbia Marine Company’s yard.’3’ She
made her last sailing from Vancouver on January 12, 1921 •132

It had been intended to retain the Marama in the trans-Pacific
service until the new ship Aotearoa came out from the Clyde, but unfor
tunately that vessel never arrived, having been lost during the war. The
Marama continued in the San Francisco service until January, 1935,133

(127) S.D. Waters, op. cit., p. 57.
(128) Vancouver News-Advertiser, April 9, 1908.
(129) For a full discussion of this question see the appendix relative to the

subsidy question.
(130) Vancouver Industrial Progress, August, 1914.
(131) Harbour and Shipping, III (1920), p. 679.
(132) Ibid., p. 683.
(133) London Times, January 12, 1935.
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when she was withdrawn, the company having decided that it was
impracticable to continue the service in competition with the heavily
subsidized service of the Matson Line. She was then returned to the
intercolonial run, and two years later, 1937, she was retired and sold to
the ship-breakers at Shanghai after thirty years of service.134

MAICuRA

The R.M.S. Makura, first vessel built by the Union Company espe
cially designed for the Sydney—Vancouver service, was the result of
close study of the requirements of the trans-Pacific service, which dif
fered in many respects from the company’s other services. Increasing
popularity of the interesting voyage between the Pacific Coast of North
America, via Honolulu and Fiji, to the Antipodes warranted the provi
sion of passenger-liners with amenities and comforts comparable with
those available Ofl Atlantic liners. With their characteristic forward-
looking policy, the Union Company placed an order with Alexander
Stephen & Sons of Linthouse, Glasgow, for a more commodious steamer.
When she entered the service the Makura was by a wide margin the
largest vessel in the company’s fleet—8,075 tons gross. She held that
distinction until the Niagara came out five years later.135

The Makura was a steel twin-screw steamer, 450 feet in length, 58
feet in beam, and 32 feet in depth. Her triple-expansion engines of
10,000 i.h.p. gave her a trial speed of over 18 knots on the measured
mile and a sustained speed of 16½ knots on her twenty-four-hour sea
trial. She was launched July 14, 1908, and on completion sailed from
Liverpool carrying passengers via Suez for Melbourne, calling at Durban
en route. Entering her service run, she reached Victoria, December 15,
1908, where she received a cordial welcome on arrival at the Outer
Wharf. By the size of the crowd which awaited her, it is evident that
there was recognition of the importance of the new steamer’s advent to
this service.’36

As an indication of the interest shown toward passenger-ships in
those days by the general public, it may be noted that the habit had
grown in both Victoria and Vancouver to “go down to the wharf to see

(134) S. D. Waters, op. cit., p. 87.
(135) The next largest in the company’s fleet at that time were the Marama,

built in 1907, 6,437 tons, and the Maheno, built in 1905, 5,282 tons.
(136) Eor technical details see Lloyd’s Register of Shipping. See also Vic

toria Colonist, December 16, 1908, and 50th Anniversary . . . , p. 29.
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the new ship.” The newspapers of the time report in almost every in
stance of the arrival of a new passenger-liner that hundreds assembled at
the wharf or dock and gave a vociferous welcome. The event usually
prompted such functions as a banquet tendered by the City Council or
the Chamber of Commerce. Similar welcome had been given to the
new Canadian Pacific Empresses on their first voyage to take their place
in the Oriental service. The Makura appears to have been considered
as something more important compared with the previous “All-Red”
ships—she was built especially for this service.

The passenger accommodation provided was 207 first class, 114
second, and 72 third. There were many things to attract the attention
of the public. The heating system was of a type not hitherto seen at
the port, electric heating in every room, while the ventilation, which was
on “an unusually efficient natural system was assisted by a complete
range of exhaust fans,” that drew the vitiated air from each room. In
addition, the new system of Ozonair purifier (long since discarded) was
fitted. Another feature which caught the attention of the reporter was
the efficiency of the electrical installation, with Siemens dynamos fitted
in triplicate to cope with “the unusually complete system of lighting and
heating, and to render it unlikely that any hitch would occur, resulting
in a breakdown.” Altogether there were 2,000 lights throughout the
ship; motors also drove appliances in the kitchens, sculleries, and laun
dry department. Note was taken of the new and efficient mechanical
features—Welin davits, patent boat-chocks, etc. A steam-launch was
provided for service when lying off ports of call.

The many readers who may have travelled in the Makura will, by
the above description, be reminded of the good impression this valiant
ship made on her passengers at first sight, and that the promise was
found to be fully justified throughout the voyage. The newspaper re
porter’s impression — “ the passenger accommodation is everywhere
marked by spaciousness, elegance and luxuriousness “—will not be de
nied by any who travelled in the Makura. The accommodation provided
in the second and third classes also was of a comfort unusual at that
period.’37

The Makura maintained her regular service opposite the Marama.
On arrival of the Niagara from the Clyde in 1913 the run was sustained
temporarily by the three ships, Makura, Niagara, and Marama, the latter
being withdrawn shortly afterwards in August, 1914, the other two main-

(137) Victoria Colonist, December 15 and 16, 1908.
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taming the run throughout the war and until the new Aorangi 11 came
Out in 1925, when the Makura went to the San Francisco service.

During her period in the Vancouver service the Makura was a suc
cessful ship, meeting with very few interruptions of service other than
normal lay-off for inspection and necessary repairs. At Vancouver there
were two instances where she met considerable delay. A strike of cer
tain stubborn members of the crew occurred in 1919 which kept the
ship at her berth for nearly two months, and passengers had a long
sojourn at near-by and inland hotels, hourly awaiting a call to board the
ship.138 In August, 1920, she was sent down to San Francisco for over
haul and repairs and did not return until about four months later. During
her absence the Tahiti came up from the San Francisco service, returning
there when the Makura resumed her place in December, sailing from
Vancouver on the 15th.139

When the A orangi arrived in 1925, the Makura was released and
went down to enter the San Francisco service, running without break
until that service was discontinued. She was then laid up at Sydney and
shortly afterwards was sold to China Shipbreakers Limited of Shanghai
for demolition,’40thus ending a career of twenty-eight years of creditable
service, which enhanced the reputation of her owners and was of con
siderable value to the progress of the “All-Red Route.”

Before closing the narration of the Makura’s service, it would be
remiss not to take notice of an informative item which was provided by
a friend of the writer who travelled to Australia in this ship. He had
retained a memento which indicates the joys available on an ocean liner.
It appears that a year after entering the Sydney—Vancouver service the
Makura had the distinction of issuing “The first daily newspaper ever
printed aboard a Transpacific passenger liner,”141 according to the an
nouncement on the front page of the first issue. It was a small four-
page publication and owed its existence to Rev. 3. W. Chapman, whose
“Alexander Mission Party” was on the way to enlighten the people of
Australia and New Zealand in the manner of the American evangelist.
A bright little paper, distributed free to passengers and crew alike, it
contained some items of ship’s news, daily-run and other little matters

(138) Harbour and Shipping, ifi (1920), p. 553.
(139) Ibid., p. 613. Both the Makura and the Tahiti were converted to oil-

burning, equipment while at San Francisco. P. B. Cooke to the writer.
(140) S. D. Waters, op. cit., p. 89.
(141) Makura News, April 15, 1909.
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which in the pre-radio days used to be so interesting in the absence of
world news. On the back page each issue carried a full-page hymn,
complete with music, in the Salvation Army style, every verse followed
by a “chorus.” The paper bore a different name every day—Makura
Globe, Makura Post, Makura Journal, Makura News, etc., each with an
apology to one of the Boston newspapers, thus indicating the home town
of the missionary party. These relics of bygone days now repose in the
Provincial Archives in Victoria, British Columbia.

Among other entertainments, prizes were offered for the best poem
submitted. The second prize was awarded for a lyric which is partially
reprinted here—excellent, with possible exception of the last stanza,
which went:—

Till, when Australia’s shores loom large from out the golden west,
Her course is run, her work is done, she sighs and sinks to rest.

Let us hope the passengers all got ashore in good time! Poetic licence
may allow a ship to sigh, but even a poet should know that for a passen
ger-liner to sink is unladylike.

THE SAN FRANCISCO SERVICE

The Union Company’s Auckland—Suva local service had been com
menced in 1881, one of the several South Pacific Island services, like that
to Samba, the Tonga group, the Cook Islands, and Tahiti. Tn 1885 its
operations went farther afield, when, in conjunction with the Oceanic
Company, it established its first trans-Pacific service, carrying mails for
England via San Francisco. This service had to be abandoned in 1900,
but is here mentioned again since it became an important factor in 1909
in relation to the “All-Red Route,” when the Union Company inaugu
rated, under subsidy from the New Zealand Government, a monthly
passenger and mall service between Wellington, Raratonga, and Tahiti.
This service connected at Tahiti with the Oceanic liner Mariposa, which
was running on a regular schedule between that port and San Francisco.
This provided for New Zealand a direct mail connection with San Fran
cisco, carried part of the way by the Union Company.

The following year it was arranged with the New Zealand Govern
ment that larger and faster steamers should be employed, and the service
continued right through to San Franciso without transhipment at Tahiti,
thereby affording a monthly alternative mail service to Great Britain,
which suited New Zealand well. Thus it came about that the Union

5
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Company resumed, after a lapse of ten years, the carriage of New Zea
land mails across the Pacific to San Francisco. The itinerary was ex
tended the following year, 1911, to include Sydney, and the sailing dates
were so arranged that the two services—one between Sydney and Van
couver and the other between Sydney and San Francisco—provided a
fortnightly service from Sydney. The Canadian-Australasian steamers
left Sydney every twenty-eight days for Auckland, Fiji, Honolulu, Vic
toria, and Vancouver, while the San Francisco steamers were leaving
Sydney a fortnight later for Wellington, Raratonga, Tahiti, and San
Francisco. Through passengers had the choice of any rail route across
Canada or the United States and of any steamship line across the Atlan
tiC.142 Advertisements of this alternative arrangement clearly showed
the advantages of the service.143

UNION STEAM SHIP COMPANY
OF NEW ZEALAND LIMITED.

Forlnighfly Trans-Pacific Service to
and from New Zealand and Ausiralia.

CANADIAN AUSTRALASIAN
ROYAL . MAIL . LINE
THEALLREDROUTE.

Fortnightly from Vancouver (alternating with fortnight
ly sailings from San Francisco by Union RoyalMailLine).

Through bookings from the United Kingdom
with choice of travel by any Atlantic Line and
any through rail route over Canada or U.S.A.

Apply in London:

The TRA NS- PACIFIC PA SSENGER AGENCY, Lid.
ØV. L. James, General Manager), 14, Cocks/sur Stnet, (1st Floor) S.W.1

Telephone: Regent 6724.
Paris: Societe Francaise P. & 0., x4. Bid. des Capucines.

or for Vancouver Service, any Office of the

CANADIAN RAILWAYS

THE INITIAL SEVENTEEN YEARS

On January 1st, 1910, the twenty-seven year old Aorangi sailed
for the last time from Vancouver and proceeded to New Zealand for
refit, having been for thirteen years on the Vancouver run.

That brief statement carries with it a realization of the ending of
the initial seventeen-year period of the Sydney—Vancouver service. At
this juncture significant changes took place which marked the arrival of

(142) 50th Anniversary . . . ‘pp. 17—18.
(143) The advertisement reproduced below appeared in F. C. Bowen, op. cit.
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the line at a point of development which would set the pattern for its
future. It thus is suitable to pause briefly to recapitulate the situation
which now faced the “All-Red Route.”

It had for some time been evident that it was necessary, if the service
were to be developed to its ultimate need, that steamers designed and
built especially for this service must be provided. With the sole exception
of the Makura, which arrived from Scotland in 1908, the service had
been maintained by ships constructed with a view to employment in
other services. These were the two pioneer steamships Miowera and
Warrimoo, built in 1892 for employment in the intercolonial trade, to
which had been added the now ageing Aorangi, built for the United
Kingdom—New Zealand trade.

With the completion of full purchase of the Canadian Australian
Line in 1910, the Union Company saw the necessity of placing the
service on a sound and competitive foundation, employing ships of
speed, type, passenger accommodation, and amenities which would
attract a fair share of the potential traffic in face of the competition by
the all-water routes to Europe operating in the Australian and New
Zealand trade. While the “All-Red Route” offered certain advantages
over the direct lines between Europe and the Antipodes, not the least
of which was the opportunity of travelling by rail across the North
American continent, it is obvious that this route, part by water and part
by land, was more costly than by the all-water routes entirely aboard
ship. On the other hand, dread of the tropical heat of the Red Sea,
which the travellers via Suez must endure, was a factor favouring the
more comfortable “All-Red Route.” Doubtless these advantages were
well understood by the owners of the line and encouraged them to direct
their attention to the need for larger, faster, and more luxurious ships.
The Makura was the first of a distinguished line of vessels which the
company built during the years which followed.

Another unresolved problem which demanded attention was Hud
dart’s original idea of making the line a valuable asset to New Zealand,
especially in regard to the mail situation. But his hopes in this direction
had not been realized. A satisfactory subsidy agreement had not yet
been made with New Zealand for the carriage of mails by way of Van
couver, earlier tentative plans having failed. Differences had arisen
regarding the ports of call, which needed adjustment, and the new service
had just been commenced between Wellington, Tahiti, and San Fran
cisco, requiring additional steamships. The manner in which all these
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problems were solved by the Union Company reflects great credit on
the men responsible for its direction.

It is significant that, with these problems looming, changes were being
effected in the Union Company’s financial structure. By 1913 the paid-
up capital of the company stood at £1,000,000, there being 2,575 share
holders. During that year the capital was doubled by the issuance of
£1,000,000 5½ per cent cumulative preference shares. At the annual
meeting of shareholders in October, 1913, it was decided to reconstruct
the company, and accordingly it was wound up and a new company
bearing the same name, with a capital of £3,000,000, was incor
porated.144

Another noteworthy development at this juncture was the recognition
that the company’s trans-Pacific passenger and mail steamers had not
been able to load all the general cargo offering, and that it had been
necessary to charter steamers to accommodate the increased quantities
of canned salmon and other Canadian export products, or sugar at Fiji
and frozen meats at Brisbane. In 1913 it was therefore decided to
acquire suitable freight-steamers and to establish a regular trans-Pacific
cargo service. Two 4,200-ton ships were purchased and renamed
Waimarino and Waihemo and appeared on the company’s fleet list in
191 4145 Rapid growth of this general-cargo trade, both import and
export, necessitated a monthly cargo service. Within a short time three
additional ships were acquired, each receiving a new name with the
initial “W.” These ships sailed between Vancouver, Victoria, San Fran
cisco, and Los Angeles to various ports in New Zealand and Australia,
calling at other southern ports as required.

The ravages of time and losses in two world wars have eliminated
all these pioneers, but the service has been fully maintained with larger,
modern steamers. While this cargo service is, and has always been,
operated by the Union Company as a separate service not connected with
the Canadian Australian Line, it obviously has been a beneficial factor
in the operation of the passenger line, both being served in British
Columbia by the same office and under the same management.

END OF THE PIONEER SHIPS

Before launching into the history of the interesting period beyond
this critical juncture, we may now bid farewell to the three pioneer ships

(144) S. D. Waters, op. cit., p. 69.

(145) Ibid., p. 146.
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which initiated the service—the Miowera, Warrimoo, and Aorangi. The
Warrimoo, which operated opposite to the Miowera when the service
commenced in 1893, continued until 1901, when the Union Company
assumed management. She was then taken off the Sydney—Vancouver
run and, after a refit in New Zealand, was placed in the intercolonial
trade. In 1915 she was one of fifteen of the Union Company’s fleet
which engaged in troop-carrying and other war services. The Warrimoa
was sold, together with several of the company’s older vessels, in 1916
to foreign owners.’46

The Miowera ran in the Vancouver service until replaced by the
Marama in 1908. She went to New Zealand for extensive refit, her name
being changed to Maitai. Later she was placed in the Wellington—San
Francisco service, prior to which she paid a last visit to Vancouver, arriv
ing March 10, 1910.147 On a south-bound voyage from San Francisco
in December, 1916, she anchored at Raratonga. A heavy gale sprang
up, causing her to drag her anchor, and she drifted on to a reef, becom
ing a total loss, thus ending her twenty-three years of useful service.

The third of Huddart’s pioneer trio, R.M.S. Aorangi, which entered
this service in 1897, continued therein until the end of 1909, when she
was transferred to the newly-formed Wellington—San Francisco service.
The occasion of her final departure from Vancouver was marked by
laudatory comments in the press, indicative of the esteem in which this
historic and remarkable steamship was held. The Vancouver Province
commented as follows:—
The withdrawal of the Canadian-Australian liner Aorangi from the Vancouver—
Sydney run recalls the fact that she is a vessel with a splendid record and there
are thousands upon thousands of people in all parts of the world who look back
with pleasure to trips made in this vessel. In her whole career the Aorangi has
never been spoken of as other than a lucky ship, having never been in a serious
disaster or accident.

Her present voyage is her fifty-fifth on this run and allowing 15,000 miles for
the round trip she will have covered 825,000 miles between Vancouver and Sydney
when she reaches the latter port on her last run from here on Dec. 31.148

Referring to the mileage covered by the Aorangi, it should be remem
bered that prior to her purchase by Huddart she had made thirty-two

(146) S. D. Waters, op. cit., p. 77. More than two-thirds of the 125 embarka
tions of New Zealand troops between 1914 and 1918 were made in’ the steamers
of the Union Company. Ibid., p. 72.

(147) Victoria Colonist, March 11, 1910.
(148) Vancouver Province, December 23, 1909.
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round-the-world voyages for the New Zealand Shipping Company in its
United Kingdom—New Zealand service. Allowing 25,000 miles per
voyage, this would add 800,000 miles to the 825,000 of the total Van
couver run. To this must also be added her five years’ service in the
Wellington—San Francisco run, which would give a grand total of some
2,000,000 miles.

Captain J. D. S. Phillips, who joined the company in 1893, was
quite as well known as the Aorangi. He had been her master for a
short period in 1899, rejoined her in 1901, and continued until 1909.
He had made in the Aorangi and other vessels of the line seventy-six
voyages to Vancouver, giving him a mileage record of 1,140,000 miles
between Vancouver and Sydney. Captain Phillips told the Province
that he had often met New Zealanders travelling in the A orangi who said
that their parents came out from England to that country in the vessel
in the early days. The newspaper report concluded:—
The last trip of the Aorangi . . . will see her with a full list of passengers and
an unusually large number of Vancouver people who are bound for Honolulu for
the winter. The withdrawal of the liner from this run after so many years of
service will be regretted by a large circle and the best wishes of these will accom
pany the vessel and her popular skipper.149

As if the Aorangi’s long and strenuous service as a passenger-liner
were not enough, she still had useful work to do. After withdrawal from
the San Francisco trade, she was laid up for a time at Sydney. Early
in 1915 she was requisitioned by the Admiralty and went to England as
a supply ship.’5° Later, together with several other old steamers, she
was scuttled at Scapa Flow as a block ship to provide protection against
submarines at the Orkney Islands naval base.151 Even that was not her
end, for, after resting on the sea-bed for five years, she was refloated in
1920. When examination proved that her hull was in a sound condi
tion, she was converted into a storage hulk, and for several more years
she remained on duty before eventually going to the ship-breakers.152
Surely the A orangi is entitled to a niche in the memory of Victoria and
Vancouver as a grand old ship—a credit to her builders and operators
during more than forty years of service afloat.

(149) Vancouver Province, December 23, 1909.
(150) S. D. Waters, op. cit., p. 77.
(151) History of the Union Steam Ship Company . . . 1875—1940, p. 26.
(152) “Ships that made History,” Shipbuilding and Shipping Record, August

4, 1949, p. 142; and Sea Breezes, X (1950), p. 302.
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ZEALANDIA

In order to maintain the San Francisco—Wellington service, the Union
Company found it necessary to transfer steamers from other routes and
in addition to charter other suitable tonnage. For this purpose the
A orangi had been withdrawn from the Vancouver run, and to fill the
gap a new steamer was chartered, the Zealandia, just completed on the
Clyde for Huddart, Parker & Company of Melbourne. Other steamers
were purchased or chartered—the Tahiti and Willochra—and made
occasional voyages in the Vancouver service.

The Zealandia, a 6,600-ton twin-screw steamer, was built especially
for the Australian coastal trade, and, although principally designed as
a passenger-ship, had a large cargo capacity and was equipped with
heavy lifting gear. She made her first arrival at Victoria on August 24,
1910, under command of Captain J. D. S. Phillips, bringing 230 passen
gers from Australia. She had sailed from Greenock, on the Clyde, on
May 14 for Australia, and on her arrival was chartered and went straight
into the Union Company’s service. The Victoria Colonist, reporting
her arrival, stated that her builders were Alexander Stephen & Sons,
which is an error, for she was actually built by John Brown & Company,
Clydebank.153 Her dimensions were: Length, 410.3 feet; breadth, 54.7
feet; and depth, 23.4 feet. Her quadruple-expansion engines had eight
cylinders, two each of 24½, 35, 49½, and 70 inches.154

Although designed for the Australia trade, she fitted well into the
requirements of the trans-Pacific service, having excellent passenger
accommodation, fitted with all the latest amenities. She continued to
run as a relief ship in the Vancouver and the San Francisco services until
the Niagara came out from Scotland in 1913, when she was returned to
her owners, the charter having expired. Like so many Australian and

(153) The error was obviously due to the fact that another ship of similar
name, but spelt slightly differently—Zeelandia---was completed by Alexander Ste
phen & Sons one month earlier for the Royal Dutch Lloyd, of Rotterdam. An
earlier ship of the same name, built in 1899 by Gourlay Brothers, Dundee, for
Huddart, Parker & Company was a smaller vessel of 2,771 tons. She was purchased
in 1908 by the Union Company and renamed Paloona and operated in the coast-
wise trade until 1928. This ship was sometimes confused with the new Zealandia
operating in the Vancouver service. Still another Zealandia was built in 1875 by
Elder, Glasgow, a 2,489-ton steamer which was chartered by the Pacific Mail
Steamship Company for employment in its Australia service, running between Syd
ney and San Francisco until 1885.

(154) Lloyd’s Register of Shipping.
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New Zealand steamers, she was taken out of the passenger service clur
ing the war period, being requisitioned by the Admiralty as a troop-ship.
She carried American troops between New York and Liverpool and then
made one voyage to Australia and back to London and another round
voyage to India. In all she steamed 70,000 miles conveying troops and
dependents. On the termination of her war service, she was returned to
her owners and resumed her normal coastal trade in Australia and New
Zealand. 155 She met her end during the Second World War, being sunk
on February 19, 1942, by Japanese air attack at Darwin, Australia.’56

Wn.L0cHRA

Another vessel which the Union Company chartered during this
period to augment its fleet of passenger and cargo ships until new ships
were delivered was the Willochra, a newly constructed passenger-liner
having also a good cargo capacity, a useful relief ship for its various
intercolonial or ocean trades. She was one of a trio of sister ships built
in 1912—13 by William Beardmore & Company of Glasgow for the Ade
laide Steamship Company. She was a handsome vessel of 7,787 tons,
with capacity for 250 first-class passengers, 120 second, and 60 third.
Her dimensions were: Length, 411.7 feet; breadth, 56.7 feet; and
depth, 34.1 feet. Her quadruple-expansion eight-cylinder engines drove
her twin screws, with steam supplied by six water-tube Babcock & Wilcox
boilers, providing an indicated horse-power of 6,500 and a service speed
of about 16 knots.’57

The Willochra arrived at Australia in 1913 but did not enter the
coastal trade for which she had been designed, having been chartered
by the Union Company, who placed her in the San Francisco—Tahiti--
Wellington service, replacing the Aorangi. She was scheduled to sail
from San Francisco, October 15, 1913, on her first trip.158 It is claimed
that she also made sailings in the Vancouver—Sydney trade as a relief
ship, but the author so far has been unable to secure definite arrival or
sailing dates.

(155) Dickson Gregory, Australian Steamers, Past and Present, London, 1928.
(156) The wreck lay there fifteen years and is now (October, 1957) to be

broken up by Japanese ship-breakers. Marine News, September, 1957, p. 211.
(157) J. H. Isherwood, “An Australian Trio,” Sea Breezes, XIX (1955), pp.

332—334.
(158) Victoria Colonist, May 29, 1913.
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On the outbreak of war the Willochra was withdrawn from the ser
vice and taken over for troop transport, in which capacity she served
for five years, being finally returned to her owners, the Adelaide Steam
ship Company, in 1919. Shortly thereafter it decided to dispose of the
three ships, which it found rather large for its services, and they were
acquired by the Furness, Withy Company for its Atlantic Coast—
Bermuda trade. The Willochra was then renamed Fort Victoria and
served in this run until 1929, when she was sunk in collision off the
Ambrose Lightship.’59

TAIJrrf

An additional steamer being required for the Wellington—San Fran
cisco service, advantage was taken of an opportunity to purchase from
Elder, Dempster & Company an interesting and suitable ship which had
been built in 1904 for the West Indies passenger and fruit trade, the
Port Kingston. She was acquired by the Union Company in 1911 and
renamed Tahiti. She was a steel ship of 7,585 tons gross, 460 feet
length, 55.5 feet beam, and 24.4 feet depth. With a forecastle and short
poop, she had two open decks ainidships. Twin screws were driven by
two sets of triple-expansion engines with cylinders of 30-, 50-, 80-, and
54-inch stroke.’6° With steam at 180 pounds, her engines produced an
indicated horse-power of 9,000,161 and on her trials in 1904 she aver
aged 18.53 knots, touching 19 at times. The Port Kingston was con
structed with accommodation for 160 first- and 60 second-class passen
gers and had room in her cool-chambers for 40,000 stems of bananas.
She proved a popular ship in the West Indies passenger trade, but the
fruit trade fell on evil days, and in consequence the Port Kingston was
laid up at Bristol. The subsidy for the service having lapsed, the four
ships engaged in the trade were offered for sale.

When taken over by the Union Company in August, 1911, the newly
named Tahiti was allotted to the San Francisco service, her speed being
ample to compete with the American steamers then employed on the
same route—the Sonoma and Ventura, twin-screw 1 7-knotters. Her
passenger accommodation was drastically altered to make provision for
277 first-, 97 second-, and 141 third-class passengers, and her insulated
space was cut dawn to 37,000 cubic feet. Going to her station in her

(159) J. H. Isherwood, “An Australian Trio,” pp. 334—335.
(160) Lloyd’s Register of Shipping, 1912—13.
(161) 5OthAnniversary . . . ,p.29.
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new service, she relieved the smaller but still fast ship Moana, and
quickly made a place for herself, holding the speed record for the run
for several years.’62 Like so many other Union Company ships, she
was requisitioned on the outbreak of war, carrying New Zealand troops
to England, Gallipoli, and France, and making several trans-Atlantic
voyages carrying United States troops to England. Returned to her
owners early in 1919, she was given an extensive refit and her boilers
were converted to oil fuel. She then returned to her regular run on the
San Francisco—Tahiti—Wellington service, and continued therein until
August, 1930, making several runs into Vancouver as a relief ship.

In 1920, while the Makura was off the run, having gone to San Fran
cisco for dry-docking and refit, the Tahiti took her place for four round
voyages.’63 On her last call at Victoria, December 19, 1920, Sir Keith
Smith was a passenger returning to Australia to rejoin his brother, Sir
Ross Smith, who had accompanied him on the pioneer air flight between
Australia and England. Sir Keith reported that advices had been sent
to authorities on the various islands between the Straits Settlements and
Australia which would be crossed by the Vickers-Vimy aircraft, request
ing that the natives be told that they might expect a “great bird.” He
added that on approach of the plane the natives rushed away in all direc
tions and could not be induced to approach for some considerable
time.164 This incident is mentioned not only for its inherent interest,
but it was an omen—the arrival in Australia of the first aircraft to make
the long 15,000-mile flight from England presaged the possibility of the
carriage of mails by air. To a steamship line whose main purpose was
to transport passengers and mails across the world’s greatest ocean, the
threat of the seemingly impossible competition of a speed infinitely be
yond that of a sea-borne ship, unrecognized at that time, was later to
prove a vital factor in the abandonment of the service.

On August 15, 1930, the Tahiti succumbed to an accident of a type
which has occurred a number of times, but seldom has resulted in loss
of the ship. While on passage from Wellington to San Francisco, being
about 460 miles from Raratonga, her starboard propeller-shaft broke
near the stern bearing. The racing engine could not be controlled fast

(162) J. H. Isherwood, “The Port Kingston, later Tahiti,” Sea Breezes, XIX

(1955), pp. 18—20.
(163) Harbour and Shipping, II (1920), p. 283.
(164) Victoria Times, December 20, 1920; Vancouver Province, December 20,

1920.
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enough to prevent the broken, jagged shaft from battering a large hole
in the vessel’s stern, below water-line. What happened then has been
written by the pen of one of the most dramatic of marine writers, Wil
liam McFee, a professional marine engineer, who makes it evident that
the rescue of the 103 passengers and 149 crew of the Tahiti, taken off
the sinking ship two days after the accident occurred, was not a matter
of chance, but was made possible only by the strenuous, unremitting, and
expert labour of the ship’s. engineers, officers, and crew, aided by volun
teers from the passengers. The Norwegian steamer Penybryn and the
American passenger-liner Ventura, which had picked up the distress
calls, arrived about forty-eight hours after the accident occurred and
managed to take off all the passengers, letter mail, bullion, and baggage,
and finally the crew. The captain was the last to leave the doomed ship,
but he boarded her again shortly afterwards and found the engine-room
completely flooded, and the ship slid below the water as he left her.165

The place of the lost Tahiti in the San Francisco service was taken
by the former P. & 0. liner Razmak, which was purchased by the Union
Company and renamed the Monowai.’66

NrAGxA

Soon after the Makura entered the service, running between Sydney
and Vancouver, it became evident that the interest of the route as a
tourist attraction was sufficient to warrant close attention. While
steamers hitherto employed had been of the type found most suitable
for the coastal and intercolonial trades of Australia and New Zealand,
those in the trans-Pacific trade had to compete with the trans-Atlantic
liners as regards both through traffic to Europe and as an invitation to
those travelling for pleasure or relaxation. While the Makura had been
constructed with this factor in mind, it was soon realized that vessels of
greater tonnage and closer approximation to the Atlantic standard
should be placed in the service. Note was taken of the position of
the Canadian Pacific’s service to the Orient, for which that company had
for some time been considering the construction of new steamships of a
tonnage far exceeding their initial trio of Empresses. Those were beauti

(165) William McFee, “Engine-room Stuff,” in More Harbors of Memory,
reprinted in Rafael Sabatini (ed.), A Century of Sea Stories, London, 1935, pp.
835—846.

(166) This was the second ship so named, the first having come into the com
pany’s fleet-list in 1890 and remaining until 1926. V. infra, p. 87.
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ful ships with yacht-like lines and a good speed, and had served excel
lently to establish the reputation of the line. But after twenty-two years
of steady and satisfactory service they were being increasingly outclassed
by larger vessels placed in the trans-Pacific trade by American and
Japanese companies. The Pacific Mail Line had acquired four ships,
all of them twice as large as the early Empresses, and the Toyo Kisen
Kaisha had new turbine ships of an even greater tonnage and a service
speed of 18 knots, which operated in the San Francisco—Orient service.
As a result of its study of the situation, the Canadian Pacific finally
placed an order for two ships, which were launched on the Clyde in
1912, the Empress of Russia and the Empress of Asia.167

Although the problems confronting the Canadian Pacific’s Oriental
service differed greatly from those of the Union Company’s Canada—
Australia service, they had parallel origins and similar implications—
the necessity of meeting competition and of maintaining a leading posi
tion. By strange coincidence the physical result of this forward effort by
the two lines, the first ships to be placed in service, the Niagara and the
Empress of Russia, arrived at Vancouver on their maiden voyages at
practically the same time, the former on May 28 and the latter on
June 7, 1913. The two Empresses were larger and faster than the
Niagara—SO feet longer, 2 feet wider, 3,300 tons bigger, and nearly
2 knots faster. But their size and speed must be considered in relation
to the ships with which they were to compete—considerably larger and
faster than any which the Niagara would be opposing. The Union Com
pany claimed that its new ship “in size, speed, and equipment sur
passed anything up to that time running to Australasia” from either
Europe or North America.168 The anticipation with which the arrival
of the new ship was awaited is well expressed in the Vancouver News-
Advertiser:—
Today will mark another step forward, and a big one, in the type of vessel running
between the two great Dominions of Canada and Australia, for today the splendid
new liner built for the Union Steamship Company of New Zealand, the Niagara,
will arrive in port from Australia and New Zealand, via Suva and Honolulu.169

The Niagara not only was given a Canadian name—the only ship in
the company’s fleet yet to be so honoured—but a further compliment
was paid to Canada by inviting the wife of Prime Minister Robert L.

(167) W. Kaye Lamb, “Empress Odyssey,” British Columbia Historical Quar
terly, XII (1948), pp. 1—6.

(168) 50th Anniversary . . . ,p. 17.
(169) Vancouver News-Advertiser, May 28, 1913.
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Borden to launch the ship’7° on August 17, 1912. Built at the Clyde
shipyards of John Brown & Company, Govan, the Niagara was a triple-
screw steel ship of 13,415 tons gross, with a 17-knot service speed.
Her two four-cylinder triple-expansion engines, rated at 14,500 i.h.p.,’7’
provided power to the two wing-shafts, the centre propeller being driven
by a low-pressure turbine operating on the exhaust steam from the
cylinders of the reciprocating engines. This combination type of pro
pulsion machinery was new to the company’s liners, having been intro
duced in 1908 and adopted by several Atlantic liners. Steam was pro
vided by eight boilers, four of which were fitted to burn either coal or
oil. Her fuel-bunkers were so constructed that they could be converted
to use fuel-oil exclusively. She was the first vessel having a passenger
certificate of the British Board of Trade to install oil-burning equipment.
Arrangements were made for adequate supplies of oil to be delivered
on her arrival at Vancouver, and the change-over was duly effected
during her stay in port. This was accomplished by the British Columbia
Marine Railways Company at Vancouver172 well within the few days
permissible, and the ship was eiiabled to sail with a minimum of delay.’73
It should be noted that the Union Company was one of the earliest
passenger-line companies to adopt the use of oil fuel and its later appli
cation, the diesel internal-combustion engine. At the annual meeting
of the company in 1912, Sir James Mills said: “The directors were fully
alive to the important developments, such as the combination engines
which were being fitted in the Niagara, and geared turbines.”74 Perhaps
more important still was the diesel engine, adapted for marine propul
sion, and the directors had sent the company’s superintendent engineer

(170) Dr. W. Kaye Lamb to the writer.
(171) 50th Anniversary . .

. ,p. 31.
(172) The company did much of the necessary deck repairs and recondition

ing of the Union Company’s ships during the whole of their operation in the Van
couver service. The oldest shipyard in Vancouver, it was established in the early
1900’s, under the management of George Bushby, a grandson of Sir James Doug
las, as a branch of the Victoria firm. In later years W. D. Howie succeeded
Bushby. The Victoria yard began operating as the Esquimalt Marine Railway in
1893 and was incorporated in 1898 by the brothers W. F. and H. F. Bullen, Mrs.
W. F. Bullen being a sister of George Bushby. In 1914 Sir Alfred Yarrow pur
chased “Bullen’s Ways,” as the firm was popularly known, and changed the name
to Yarrows Limited, under which name it is still being carried on, although in
1946 it passed into the hands of the Burrard Drydock Company of Vancouver.

(173) P. B. Cooke to the writer.
(174) S. D. Waters, op. cit.. p. 45.
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to Europe to study these new developments. With the advent of war in
1914 it was impracticable to proceed with plans for general conversion
of its steamers from coal to oil fuel, but the plans were tentatively made,
and later were acted upon, and the Union Company provided oil-storage
facilities in New Zealand, not only for their own needs, but also for the
bunker trade with other shipping companies.’75

The Niagara arrived at Vancouver on May 28, 1913, and received
from the press somewhat more intense attention than did the Empress
of Russia ten days later. From the memory of the writer, both of these
fine ships were worthy of the admiration they received, for both were
important improvements to their respective services. The following
description of the passenger accommodation of the Niagara, written by
the reporter of the News-Advertiser, is a satisfying and correct descrip
tion of the features which might interest the travelling public:—

Acconimodations for 281 first-class passengers is provided amidships on main,
upper, shelter and promenade decks, the staterooms being arranged for one, two,
three, or four passengers, while several groups of cabins or suites have been
arranged for family parties. On the shelter and promenade decks there have been
a number of one and two berth cabins fitted with bedsteads, similar to rooms in
a big hotel. There are also two cabins de luxe, suitable for distinguished travellers.

The saloons, rest rooms, smoking rooms, library and other quarters for the
first and second class cabin passengers are luxuriously fitted up, and the equipment
of the entire vessel is as complete as any of the big liners operating on the Atlantic.
Electric elevators, darkrooms for developing photographs, a children’s saloon,
music room, recreation room and practically everything required for the comfort
or amusement of passengers is provided on the new steamer.176

The Vancouver Sun had an equally enthusiastic and informative report
on the comfort and conveniences provided for the passengers and
added:—
As has been the case on other steamships of the company, there will be sufficient
lifeboats, with automatic davits and other modern devices, to care for a full passen
ger list and crew. Arrangements have also been made to provide the best possible
method of heating and ventilation as the vessel passes from tropical to cold weather
on the voyage across the equator. . . i77

Throughout her many years of successful operation she proved to
her owners, her officers and crew to be not only comfortable for the
passengers, but, what is far more important, a “reliable” ship. Her
engineers stated that she gave them less trouble than any other ship in

(175) S. D. Waters, op. cit., p. 79.
(176) Vancouver News-Advertiser, May 28, 1913.
(177) Vancouver Sun, May 28, 1913.
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which they served, and she received equally complimentary expressions
of opinion from those responsible for the management of the ship—
“smooth operation, satisfactory to travellers, and to cargo shippers.”
A not unusual retrospective comment from the management level is:
“Best ship we had.” It should be noted here than in 1935—36 the
Niagara was renovated and improved with a view to bringing her into
closer modernity as compared with the new competition of the United
States liners. The old-fashioned open well in the first-class lounge was
floored over and the room greatly improved. Several new cabins with
private baths were installed, and she was given an outside swimming
pool.178

The company’s trans-Pacific ships were equipped with Marconi
apparatus. L. S. Hawkins, Vancouver manager of the Marconi Com
pany’s branch, was closely identified with the prominent place which
was secured by British Columbia shipping in the installation of ship-to-
shore and ship-to-ship radio-telegraphy and radio-telephony. As an
instance of the care given to maintaining the Union Company ships in
the front rank, the following report of the record long-distance communi
cation, which at the time was an item of wide interest, is quoted:—

‘What is said to be a world’s record for wireless transmission is reported from
R.M.S. Niagara. W. H. Mann, chief wireless operator aboard, maintained com
munication with Sydney when 6,600 miles distant from that port, several messages
having been taken and transmitted for passengers.

The Niagara now maintains daily communication with home ports, and passen
gers are able to send messages at any time. For this service the rate is said to be
cheaper than any other wireless or cable charge.179

One of the very few mishaps of any consequence which befell the
Niagara was a collision in 1935 with the British freighter King Egbert
while in the Strait of Juan de Fuca, 23 miles west of Race Rocks. The
collision took place on the night of July 17 during heavy fog. The
Niagara was holed and taking water, so her passengers were taken off at
7 a.m., although no one was injured. Damage to the other ship was
extensive, but the Niagara received only comparatively minor damage
forward, a portion of the superstructure being crumpled. After local
temporary repairs, she was able to proceed on her south-bound run.’80

Operating at first opposite the Marama and Makura and later the
Aorangi II, the Niagara faithfully maintained the schedule, with excep

(178) Dr. W. Kaye Lamb to the writer, March 4, 1957.
(179) Harbour and Shipping, VII (1925), p. 445.
(180) Victoria Colonist, July 18, 19, and August 2, 1935.



78 3. H. HAMILTON Jan.-Apr.

tion only of the necessary periods for overhaul, for twenty-seven years.
Had it not been ordained that her career would then cease, she would
doubtless have carried on for a number of years longer. Probably
the finest compliment ever paid to her was the comment of the editor
of Sea Breezes when he wrote: “In June 1940 the Niagara, still running
like a new ship was sunk by a mine.”181 This remarkable casualty oc
curred on June 19, 1940, when the Niagara was on her north-bound run
to Vancouver. It was the unexpected and first indication that enemy
mines had been laid in New Zealand waters. This had been accomplished
by the German raider Orion when, crossing the Pacific Ocean from
Cape Horn, she laid 228 mines off the coast of New Zealand near Bream
Head. The Niagara revealed the presence of these mines, and although
several other ships crossed the line of mines within a few days, she was
the only merchant vessel to be lost. Subsequently a mine-sweeper was
blown up with loss of several lives. The Niagara’s engines were dis
abled by the explosion and shortly she reported that she was sinking.
The emergency was capably met by her master, Captain W. Martin, and
his ship’s company and the entire passenger list of 136 and crew of 203
got safely away in the ship’s life-boats.182

Included in her cargo was about one-half of the New Zealand stock
of small-arms ammunition, which was being sent to England to relieve
the critical shortage existing after the evacuation of Dunkerque. In the
strongroom was a shipment of 295 boxes of gold bullion, valued at about
£2,500,000, which was being shipped to the United States. A large
proportion of this valuable gold cargo was salvaged, its recovery being
regarded as one of the most remarkable and successful operations of its
kind ever undertaken.

The technical obstacle in blasting a way to the sunken vessel’s bul
lion room, the depth of water in which the operation had to be con
ducted, and even the difficulties encountered in locating the hull render
the successful outcome of this operation the more remarkable. A sec
tional model of the vessel was first made for planning the submarine
operations. The entire project was handled by an Australian salvage
company, United Salvage Proprietary, with whom was associated Cap
tain J. W. Herd, of Brisbane, who, together with Captain 3. p. Williams
of the salvage company and its chief salvage diver, Johnstone, headed

(181) “A Link of CommOnwealth,” Sea Breezes, XVI (1953), p. 14. [Italics
are the writer’s.]

(182) Vancouver Province, June 18, 19 and August 5, 1940.
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(Reproduced from Harbour and Shipping.)

H.M.S. Avenger (ex-Aotearoa) sinking after being torpedoed
off Scapa Flow, 1917.

Aorangi Ii arriving at Victoria on first voyage, January, 1925.
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the expedition to search for the wreck. A salvage vessel of any kind
was hard to find during the war, and all that turned up after a diligent
search was a superannuated vessel, the. Claymore, which had been lying
on the mud in Auckland harbour for several years. Considerable repair
and refitting was needed to make her fit for the purpose, but this was
done satisfactorily, for she gave excellent service throughout the lengthy,
and at times perilous, months ahead.

The approximate depth at which the Niagara sank was shown in the
Admiralty chart as 420 feet. Ordinary diving-gear was precluded by
the pressure at such depths, and the protection of a heavily constructed
diving-bell was necessary. A Melbourne engineer, David Isaacs, de
signed a “bell” embodying several unique features, which he termed
an “observation chamber.” This weighed some 3 tons, was 9 feet 6
inches in height, and was surmounted by a bronze dome about 6 feet in
diameter. The Claymore steamed to the base camp of the expedition
on December 10, 1940. The Navy had not yet completed sweeping
the area for mines and offered considerable objection to salvage opera
tions being conducted owing to the risk incurred. However, the salvage
officers and crew accepted the known risk, which they fully understood,
and the Claymore began the search and conducted systematic sweeping
for several weeks. In January the trawl encountered a heavy obstruc
tion and the diving-bell was sent down. It touched bottom at 470 feet
by the depth recorder, but Johnstone telephoned up that no evidence
of the wreck was visible. The diving-bell was then drawn up, and when
near the surface fouled a wire which turned out to be the anchor warp.
When the warp was hove aboard, it was seen that a mine was entangled
in it and was only a few feet from the Claymore’s forefoot. Luckily the
mine was freed and destroyed by rifle fire. A week later another mine
was encountered. It was drawn up with the anchor and bumped slowly
along the ship’s side. For a vessel to have her side bumped by a mine
would normally mean being blown sky high. Such occurrences were
taken as unavoidable and luckily no explosions took place.

On January 31, 1941, the wreck was definitely located. Johnstone
went down in the bell to investigate and found himself on the ocean-bed
close to an upturned suitcase and some broken cases of canned fruit.
Later he was able to see the Niagara herself, and there was great rejoic
ing, but many months were yet to elapse before a sight of the first ingot
of gold rewarded his efforts. A detailed narration of the hazardous
and strenuous undertaking, while of great interest, would be too lengthy.

6
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Suffice it to say that eleven months after the start of the operation, by
November, 1941, the bulk of the lost gold to the value of $7,500,000
had been recovered by the salvage ship.183

The unusual nature of this salvage received world-wide attention and
interest. It was known that the gold recovered from the wreck fell short
of the quantity which had been loaded on to the ship. British salvage
experts calculated that some £135,000 had not been recovered. Imme
diately after the end of the war in 1945 there was a flurry of urgent sal
vage work, and no time for exploration of possible further recovery of
the gold which had eluded the efforts of the Australian company. Even
tually eyes were turned southward in the direction of the theoretical
$400,000 lying on the sea-bed off the New Zealand coast. The owners
of the salvage tug Foremost 17, Risdon Beazley, Limited, of Southamp
ton, England, decided to make an attempt at further salvage, using their
own special design of diving equipment, vaguely described in the press
as a robot in the shape of a diving-bell having movable arms and legs.’84
This expedition, according to subsequent reports, was successful in re
covering thirty more of the gold bullion bars, worth about $450,000.
It is now believed that only five bars remain on or around the wreck,’85
and by now they must be deeply embedded in the mud and silt.

In the sea-faring man’s tradition of the affinity of ships, which he
likes to regard as akin to humans, few better examples can be found than
the relationship of the Niagara and the Empress of Russia. Both were
built for the trans-Pacific service and laid down at Clyde shipyards almost
within sight of each other. Both were completed and delivered to their
owners within a month or two of each other and only ten days separated
their arrival at Vancouver on their maiden voyages. Although engaged
on different runs, the two ships got to know one another by their frequent
contacts at Vancouver. Both remained on their mail and passenger runs
in the early days of the First World War, and the Niagara was kept on
her regular run in order to maintain the necessary communication with
Australia, while the Russia was called for war duty on the Pacific. The

(183) The writer is indebted to the late 3. C. Irons for an extensive description
of this operation, which was published in Harbour and Shipping, XXIV (1942),
pp. 174—177. Another detailed and accurate account is to be found in James
Taylor, Gold from the Sea, London, 1943, and for technical details the reader is
referred to Sir Robert H. Davies, Deep Diving, London, 1952.

(184) Syren and Shipping, February, 1953.
(185) Vancouver Province, August 20, 1953.
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Niagara was lost in the early days of the Second World War, and shortly
thereafter the Russia was sent from Hong Kong to the South Pacific to
take up the task of bringing Australian and New Zealand air recruits to
Canadian training-stations, for which the Niagara had been nominated.
Still later the Russia took the place of the Aorangi, the Niagara’s running-
mate, as a depot ship in the English Channel. And to bring the parallel
to finality, both vessels met tragic ends—the Niagara sunk by a mine and
the Russia completely destroyed by fire at her berth in 1945.

A0TEAR0A

Shortly after the Niagara was delivered in 1913, the keel was laid
down by Fairfield for a large passenger-liner designed for the Vancouver
mail and passenger service. A great deal of planning had been done
before a decision was reached, for the new ship was designed as the larg
est, fastest, and best-equipped vessel in this service—a 14,744-ton, 20-
knot, gear-turbined steamship. From all reports this ship would have
far exceeded any previous vessel employed in this service, not only in
size and engine power, but also in luxury and modern improvements.
Although she appeared as No. 152 in the Union Company’s fleet list for
the years 1915 to 1917, actually she was never delivered to her owners,
for the Admiralty requisitioned her in 1915 before she was completed.
The changes effected to convert her for the Navy reduced her dimensions
and tonnage. The designed superstructure was not built, and her gross
tonnage was thus reduced by about 1,300 tons.186 As completed, her
dimensions were: Length, 548 feet; breadth, 68.2 feet; and depth, 34
feet. Her proposed name A otearoa was dropped and she was christened
the Avenger, an armed merchant cruiser.

After serving two months in the 9th Cruiser Squadron in the Cape
Verde region, she joined the famous 10th Cruiser Squadron on blockade
control between the Orkney Islands and Iceland in September, 1916.
While en route to Scapa Flow to refuel, she was torpedoed on her port
side at 2 a.m., June 14, 1917. As she was settling rapidly, Captain A. L.
Ashby, R.N., ordered “abandon ship,” but he himself remained aboard
with four officers and two ratings. Two destroyers arrived on the scene
about an hour later and took the crew aboard, and shortly after midday
the Avenger settled gradually by the stern and sank.’87

(186) Dr. W. Kaye Lamb to the writer.
(187) S. D. Waters, op. cit., p. 74.
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The Aotearoa, as she was to have been named, would have been a
magnificent addition to the Sydney—Vancouver service. J. C. Irons,
Vancouver manager of the line, greatly deplored the loss of this ship,
which would have filled his ideal for the service,188 although he feared
that Canadians might well have had difficulty in the pronunciation of her
name. When it was announced that another new ship would be laid
down as soon as possible, the newspapers stated that she would be given
the same name. But this proved to be incorrect, for the company de
cided to give the projected ship a name which had afready become
famous—A orangi—after the iron-hulled steamer of the pioneer days of
the service.

AoiNGI II

The sinking of the A otearoa—the company always thought of her
by that name—made it imperative for the Union Company to acquire
a ship to take the place for which she had been intended. The enormous
loss of tonnage during the war had created a demand which quickly filled

the capacity of shipyards everywhere. It was not until November, 1922,
that the keel was laid down by the Clyde yard of Fairfield Shipbuilding
Company for “the largest and fastest motor liner in the world,” to use
the description of the vessel at the company’s jubilee celebration in
1925.189 This, of course, was the Royal Mail Motorship Aorangi, which
represented the determination of the Union Company to place the ser
vice on the best competitive foundation.

In planning the new ship a full study was made of the latest type of
marine propulsion, the oil-operated internal-combustion engine, the die
sel, which had, only a few years previously, demonstrated its economy
and reliability in several large cargo-vessels of moderate speed. But to
apply it for the propulsion of a large and fast passenger-liner of the high
est type was a bold, untried, and challenging step. Naturally the new
departure was watched with great interest throughout the ship-building
and engineering world. The Aorangi’s entry into the Pacific trade is
regarded as the beginning of the adoption of motor-engines on that
ocean. The following excerpt from a shipping journal indicates the
great interest shown in regard to the Aorangi’s engines:—

During the past few weeks there has been activity on the Clyde in connection
with the launching and completion of motor-vessels and test-bed trials of the new
types of Diesel engine. Chief interest has perhaps been aroused by the trials that

(188) J. C. Irons to the writer.
(189) 5OthAnniversary . . .

,p.33.
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have been carried out on the 3,250 b.h.p. Suizer type engine constructed by the
Fairfield Shipbuilding and Engineering Company. This would be noteworthy if
only from the fact that it is the most powerful marine oil engine yet constructed.
It is, moreover, the first of four similar sets to be installed in the 20,000 ton motor-
liner Aorangi now being built for the Canadian Australasia[nJ Royal Mail Line
for the Vancouver service.

The second motor will be ready for tests in the course of a week or two, and
the other two engines will follow shortly, representing in all by far the biggest
installation yet made in any motor-ship.’90

The new Aorangi was built at the same shipyard on the Clyde in
which her namesake had been built thirty-nine years earlier in 1883,
although then known as Elder & Company but subsequently becoming
the Fairfield Shinbuilding & Engineering Company Limited. Her keel
was laid down in November, 1922, and the launching took place on June
17, 1924. Trial trips were run from December 8 to 29, on which date
she sailed from the Clyde. The A orangi commenced her first voyage
from Southampton on January 3, 1925, calling at Kingston (Jamaica),
Panama, Los Angeles, San Francisco, Victoria, Vancouver, Honolulu,
and Suva, finally arriving at Auckland on February 24, 1925.191

Although a motorship, she was given two full-size funnels, making
her similar in profile to other ships of the line. Most of the cargo motor-
vessels built prior to this time had abandoned the funnel, the waste gases
from the engines requiring only a comparatively small vent pipe. But
it was realized that for a large passenger-liner the absence of a funnel
would have been too radical a change. Running opposite the Niagara,
her appearance therefore disclosed no difference in the type of propul
sion. It would seem that the Aorangi set the pattern, for all passenger-
ships built since have been given funnels, whether steam or motor pro
pelled. Not only that, but the cargo-vessels have followed the idea,
although the modern ships carry modified funnels which differ greatly
from those of the traditional coal-burning steamships. It thus is seen
that the A orangi profile had a wide effect on ship design, which is still
apparent.

The Aorangi was 3,000 tons larger than the Niagara and 75 feet
longer, having a gross tonnage of 17,491 and over-all length of 604 feet;
breadth, 72.2 feet; and depth, 43.4 feet. Her engines were of the Suizer
two-stroke single-acting type, with maximum revolutions on service 127
per minute. Her oil consumption was about 54 tons per day, as corn-

(190) Harbour and Shipping, VI (1924), p. 301.
(191) 50th Anniversary . . . ,p. 33.
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pared with 100 to 150 tons consumed by contemporary oil-fuelled steam-
engines of similar power. Quadruple screws, driven by four engines,
developed a total of 17,000 i.h.p., giving a cruising speed of 18 knots,
which at times she exceeded. Her maximum speed on trials was 18.5
knots, the average being 18.237 knots.192 Passenger accommodation
for 947 was provided.

Dr. Percy Hilihouse, naval architect for the Fairfield Company, who
had designed the Empress of Russia and the Empress of Asia for the
Canadian Pacific Steamships, gave them “cruiser sterns,” making them
the first large liners to have that feature. He suggested the same design
for the A orangi. With her cruiser stern, four decks, and a promenade
deck of 419 feet, she somewhat resembled the two Empresses but ex
ceeded them in size, being 10 feet longer, 4 feet wider, and of 680 tons
greater tonnage. These comparisons are made to give a clearer picture
of the size of the A orangi, although the comparison lacks any reference
to passenger accommodation or other interior amenities, but it does
demonstrate that the new vessel was in fact a considerable step forward.
Her immediate predecessor, the Niagara, had been the largest ship in
the Union Company’s entire fleet.

Her owners were very proud of the new A orangi, which entered the
service during the fiftieth year of the company’s history. In the pro
gramme printed on the occasion of the celebration of the jubilee of the
Union Steam Ship Company at a banquet held in Wellington on May 15,
1925, a description of the new ship included the following:—

Apart from the method of propulsion, with its freedom from smoke and vibra
tion, she is, in her general detail, appointments, and equipment the Union Com
pany’s finest ship. Her beautiful Louis XVT. dining room and music room,
Georgian lounge, and Elizabethan smoke room, form the most luxurious apart
ments of any vessel which has been seen in Australia; she has cabines de luxe in
all the best styles of decoration, together with verandah cafés, an auxiliary dining-
saloon, a nursery, gymnasium, electric lifts, and every other accessory to comfort
which the most refined luxury can desire. Great care has been given to ventilation;
she is steam-heated throughout, has a most extensive electrical system, including
an electrically-driven laundry, and is provided with the best modern aids to
navigation.193

Many of the large number of Vancouver residents, including the writer,
who visited the ship on her first arrival will recall their admiration of the
passenger accommodation and attractive decoration, and will agree with

(192) “Ships That Made History,” Shipbuilding and Shipping Record, March
17, 1949, p. 320.

(193) 50th Anniversary 22.
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the company’s description. The engine-room, with its then strange new
engines and looking so different, called for special interest, although it
remained a mystery to most of those privileged to view it. She arrived
at Victoria on January 29, 1925, after a twenty-six-day run from South
ampton, on which she averaged 16.24 knots, and was thrown open to
public inspection. The welcome accorded to the new ship at both Vic
toria and Vancouver was enthusiastic, as it had been at each of the ports
at which she had called on her way out, but it would appear that her
“home port,” Auckland, where she arrived on February 24, surpassed
all the others, although Sydney came a good second.

She sailed from Vancouver on her first mail run on February 6, 1925,
and on this voyage the Pacific greeted the new ship with a cyclonic storm,
which beset her for five days between Victoria and Honolulu, and she
proved herself to be a worthy successor to the old-timers that ploughed
the same track before her. Four months later she demonstrated her
capacity to maintain the schedule of the line by arriving at Vancouver
thirty-six hours ahead of time.94 No time had been lost in placing her
on her regular run, opposite the Niagara, and she was operated in this
service with conspicuous success and remarkably few difficulties. Her
diesel engines, after settling down to normal requirements, demanded
only reasonable care to maintain them in first-class condition. With
occasional lay-off for inspection and the usual overhaul, she maintained
her regular service between Vancouver and Sydney. It must be noted,
however, that in her later days when she returned in 1948 from her
exacting war services, the operation of her diesel engines was maintained
in satisfactory condition only by constant care and frequent repairs and
replacements involving considerable expense. There appears to have
been little doubt that new engines would have been imperative had it
been decided to continue her in operation, a factor which made it im
possible to find a purchaser when it was decided to withdraw her from
the service.

The arrival of the Aorangi in 1925 permitted the withdrawal of the
Makura, which then went to the San Francisco service, replacing the
Marama. To maintain continuity in this story, further relation of the
record of the Aorangi will be deferred to permit consideration of impor
tant matters which arose subsequent to her entering the service.

(194) Will Lawson, op. cit., p. 236.
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MAuNou1

The Maunganui was one of the Union Company’s outstanding steam
ers, built for its intercolonial trade in 1911, but she was also employed
as a relief ship for both the San Francisco and the Vancouver runs.
A beautifully appointed twin-screw steamer, she was launched on the
Clyde at the Govan yards of the Fairfield Company. She was of 7,527
gross tons, and her quadruple-expansion engines at 220 pounds pressure
provided 8,000 i.h.p. and a cruising speed of 17 knots.195 Coming out
in 1911 she ran with conspicuous success for thirty-five years. The
Maunganui served in both world wars—in the first as a troop-ship and
in the second as a hospital ship for four years.’96 After the First World
War she was refitted in June, 1919, and converted to oil fuel before tak
ing over from the Makura in the San Francisco run while that ship was
undergoing overhaul and refitting.1 She was also at Vancouver on a
relief run during 1927, temporarily replacing the Niagara. Her regular
run between the wars was in the San Francisco service, in which she ran
opposite the Makura until the service was discontinued in December,
1936.

In January, 1941, she was taken over by the Government of New
Zealand for conversion to a hospital ship, the work being carried out by
the Union Company at Wellington to Admiralty specifications. For the
main part, she was employed on voyages between New Zealand and the
Suez, carrying wounded New Zealand soldiers and other servicemen back
to the Dominion, and, in addition, she carried other British troops on
special voyages. During this service she rescued and rendered aid to
many distressed seamen in the Indian Ocean. She was also active in the
Fleet Train on the Pacific, in evacuating sick and starving prisoners of
war. In August, 1946, she was finally returned to Wellington and paid
off,’98 and the following year she was sold to Panama owners and her
name changed to Cyrenia. Shortly thereafter she was purchased by
Hellenic Mediterranean Lines Ltd. of Pirus for the Mediterranean pas
senger service, where she operated until April, 1957, when she was sent
to Italian ship-breakers.

(195) 50th Anniversary . . , p. 29.
(196) S. D. Waters, op. cit., pp. 58, 72, and 89.
(197) Harbour and Shipping, 11(1919), p. 29.
(198) S. D. Waters, op. cit., pp. 108—109.
(199) Sea Breezes, April, 1957, p. 300.
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MoNowM II

The Monowai 11, another interesting steamer which operated in the
Vancouver service as a relief ship, was built in 1925 but did not appear
on the Union Company’s fleet-list until 1930, when it purchased her to
replace its Tahiti. Designed for the P. & 0. Company for its fast Aden
and Bombay mail and passenger service, she was built by Harland &
Wolff, Belfast, and named Razmak, but the Union Company renamed
her Monowai, the second of this name in the service, the first a much
smaller ship appearing in its fleet-list from 1890 to 1926.

The Monowai was a typical P. & 0. liner, of 10,852 tons, 500 feet
in length, 63 feet in breadth, and 34 feet in depth. Her 14,740-i.h.p.
engines consisted of two sets of quadruple-expansion four-cylinder recip
rocating, each coupled to a double-reduction Bauer-Wach low-pressure
turbine operated by exhaust steam. Twin screws provided a cruising
speed of 19 knots.20° A handsome ship, with two masts and two funnels,
she made several runs in the Vancouver service, replacing the Aorangi II
in June, 1931, in June and September, 1933, and in October, 1935.

On October 21, 1939, she was taken over by the New Zealand Gov
ernment for conversion to an armed merchant cruiser, being fitted out at
the naval dockyard at Auckland and commissioned on August 30, 1940.
At first she was employed on escort duties, during which she sighted a
Japanese submarine and is believed to have sunk it. Later, in 1943, she
went to England for conversion into a troop-ship and the following year
she was again refitted, this time as an L.S.L (landing ship, infantry), and
served in the Mediterranean on D-day carrying 1,800 commando troops.
In August, 1949, she was returned to her owners to resume her run in
the New Zealand—Sydney service and carries in her lounge a copper
plaque commemorating her notable war service.201

AwATEA

Regarded by many as one of the outstanding passenger-ships of her
time and certainly the speediest ship on the Pacific, the Awatea, although
not well known in British Columbia ports, had a special call on Canada
for recognition for her services. She was regarded by her owners as their
finest ship, the plans and specifications for which were prepared by
the company’s own staff. Built in 1936 by Vickers, Armstrong at its

(200) Lloyd’s Register, and P. B. Cooke to the writer.
(201) S. D. Waters, op. cit., pp. 105—108.
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Barrow-in-Furness shipyard, this handsome ship was destined for a short
career—one filled with activity and adventure. In her short life of six
years she steamed a total of 576,132 nautical miles. Measuring 13,482
tons gross on a length of 527 feet and a breadth of 74.2 feet, she was
propelled by twin screws driven by two sets of turbines supplied with
high-pressure super-heated steam from six water-tube boilers, giving her
a service speed of 22 knots. Her engines were rated at 22,500 shaft-
horsepower, and on her trials she ran a maximum of 24.5 knots.202
Her owners were proud of the Awatea, for, apart from her speed, which
made her at the time of building the third fastest British ocean-going
vessel, exceeded only by the Queen Mary and the Empress of Britain,
her fittings struck a new note in luxury and modernity—telephones in
each stateroom, radio-telephone communication with shore, punkah
louvre ventilators, sound pictures, and other innovations for the line.

On her maiden voyage from the Clyde to Wellington, New Zealand,
in 1936, steaming on three boilers only, she made the passage of 11,218
miles via the Panama Canal in twenty-eight days, setting a new record.
It is interesting to compare this with the fast run of the Miowera, first
ship of the service, which was applauded for making the 14,500 miles
from Victoria to the Tyne in 1894 in sixty days.

The Awatea’s passenger accommodation was 337 first class, 151
cabin, and 38 third, and she was designed as a fast liner of the highest
class to meet subsidized foreign competition in the intercolonial trade.
Her best day’s run was 576 miles at an average of 23.25 knots, the
fastest steaming ever made by a merchant ship in the southern hemi
sphere. Because of her speed and comfort, she became the most popular
ship in the intercolonial service, where she remained from her first sailing
in September, 1936, until the outbreak of war in 1939. During this
period she made 225 crossings of the Tasman Sea (a distance of 1,281
miles) as well as nineteen passages between Wellington and Auckland.
In December, 1939, she carried the advance guard of the Second New
Zealand Expeditionary Force to Colombo, whence they proceeded to
Egypt. She resumed her normal run, and then in July, 1940, went to
Manila to pick up a large party of women and children evacuees from
Hong Kong and elsewhere in the Far East. After that she made several
voyages in the Vancouver mail run, and while in port at Vancouver she
was greatly admired by all who visited her. Her recurrent arrivals at
Vancouver with Australian and New Zealand airmen will long be remem

(202) Dr. W. Kaye Lamb to the writer.
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bered by those who were privileged to witness these living demonstra
tions of Empire unity. In all, she carried 3,600 Australian and New
Zealand airmen to Canada for training.

In September, 1941, she was requisitioned by the British Ministry of
War Transport and ordered to proceed to England. Shortly after leaving
Vancouver, however, she was damaged in a collision with a U.S. tanker,
the Lombardi, and had to return to Vancouver for repairs, in the course
of which she was stripped of most of her luxurious fittings and converted
to a troop transport. However, the imminent threat of Japan’s entry into
the war now presented a new and pressing task, for Canadian troops were
to be sent without delay to Hong Kong to reinforce the British garrison,
and for this purpose the Awatea was ordered to embark as many troops
as possible. Units of the Royal Rifles and Winnipeg Grenadiers, total
ling approximately 2,000 officers and men, arrived by rail at Vancouver
on October 25 and were embarked immediately. That same day the
Awatea sailed under convoy of the ex-Canadian National liner Prince
Robert, which had been converted as an R.C.N. escort ship. The convoy
arrived at Hong Kong a few days prior to the Japanese attack on Pearl
Harbour, and the Canadian troops were soon engulfed in the losing battle
which resulted in the fall of the colony. The survivors spent the remain
der of the war in Japanese prison camps.

After landing the troops at Hong Kong, the Awatea proceeded with
out delay to the United Kingdom via Singapore, Colombo, and Mom
bassa. Three days out from Liverpool she was attacked by a U-boat and
narrowly dodged a torpedo. After a quick turn-around at Liverpool
she went out on convoy with troops for the Near East, proceeding to
Bombay, thence returning to England with women and children from the
East Indies. Home-bound she was intercepted by an armed raider, but
her speed enabled her to escape. Her next voyage was in convoy to
Durban and thence via Bermuda to Halifax, N.S. On this trip she was
in collision in South African waters with the British vessel Pride, but no
serious damage resulted. At Halifax she embarked Canadian troops for
England. On the second day out in convoy she collided with an Ameri
can destroyer, the U.S.S. Bush, which was cut in two while trying to
cross the liner’s bow. The destroyer sank inimediately, unfortunately
with heavy loss of life. This accident is thought to have been due to a
lack of realization on the part of the navigator in the destroyer of the
high speed of the Awatea. In the collision the impact fired a number of
depth charges carried on the destroyer’s deck, resulting in very heavy
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damage to the bow of the Awatea and some damage also to the forward
part of the ship. She had to put back to Halifax for repairs, which were
rushed to permit her sailing for Glasgow, where she was scheduled to
undergo structural changes. After the planned changes were hurriedly
made, she sailed in company with other vessels to take part in Operation
Torch, a great combined operation involving literally hundreds of ships
and landing-craft, all destined for the assault on the coast of North
Africa. Now fitted out as an L.S.I., she was assigned the task of carrying
the Sixth Commando Group and formed part of the force which success
fully assailed Algiers in November, 1942. Leaving Algiers, she pro
ceeded eastward on further assignment, but two days later was attacked

by a heavy force of German bombers which scored many hits. Badly
damaged and on fire, she was beached, but slipped off the bank and had
to be abandoned, sinking immediately thereafter. Some of the crew got
away in life-boats, but the remainder were taken aboard a destroyer.
Captain G. B. Morgan together with his officers and crew received offi
cial recognition of their services, citations stating that their behaviour
had been in the best traditions of the Navy.203

Thus closed the short but active and gallant life of the Awatea, one
of the most beautiful ships ever to be seen in Vancouver harbour. Her
war service is noteworthy for the reason that she was the only merchant

vessel manned, in the main, by a New Zealand crew. It certainly will be
conceded that her three years of war service were full of action and full
of valour on the part of her officers and men.

1930—CRIsIs AND CItLLENGE

While the intricate but interesting subject of subsidies has been rele

gated to a special appendix, notice must be taken at this critical juncture

of an approaching crisis, well discernible in advance. Those interested

in world shipping and international commerce well remember the years

which followed the Great War of 1914—18, uneasy years which imposed

heavy burdens on shipping. The volume of world trade was far below

the pre-war level, and profitable occupation could not be found for a large

proportion of the mercantile shipping, which post-war building had in

creased far beyond the replacement of losses incurred during the war.

(203) P. B. Cooke to the writer, and S. D. Waters, op. cit., pp. 101—104. For

further information on the movement of troops to Hong Kong, see C. P. Stacey,

Official History of the Canadian Army in the Second World War, Ottawa. 1955,

Vol. I, pp. 447—46 1, passim.
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None will forget the onset of the great economic depression of the early
thirties and its consequences. British shipping, already in difficulties
and declining, was forced into a situation never before experienced.
Beset by reduction in trade, a new competition had to be faced—the
wave of war-incited nationalism in many countries, seeking by flag
discrimination and by subsidies, and other less obvious means, to
establish and foster the growth of their national merchant shipping.
Even Canadians were fully aware of this phenomenon, for they had
engaged in the venture of a nationally owned shipping operation which,
while apparently assisting export industries, resulted finally in heavy
operating losses and the sale of the entire fleet of sixty-five ships. During
this period a number of the great liner companies were forced to lay
up many ships, and tramp-ship owners faced a tragic situation when it
became impossible to secure cargoes except at rates below the cost of
operation.204 Even the Union Steam Ship Company of New Zealand
was forced to withdraw from service a number of its vessels.205

It was during this critical period that the Union Company’s competi
tor and former partner in the San Francisco—Australia trade, the Matson
Line, which had taken over the old Oceanic Line, decided to discard its
old ships employed in that service and to take advantage of the bounty
of the United States Government. Orders were placed for three new
liners, one in 1931 and one in each of the two following years, at a total
cost of over $24,000,000. For these a subsidy was secured under the
Act of 1928 by which $250,000,000 had been appropriated as a loan
fund to aid the construction of merchant shipping. Ship-owners could
borrow from the fund three-fourths of the cost of the ships to be built,
the money being lent for a term of twenty years at a rate of interest not
to exceed the lowest rate paid by the Government on loans contracted
during the contract. In addition, Matson secured a contract for the car
riage of mails between the United States and Australasia at a remunera

(204) The following quotations indicate the depressed condition of the indus
try at this period: “The outlook for shipping, especially from this coast, for some
time to come, is very dismal, and the volume of tonnage laid up is now reported
to be over two and a half million deadweight tons, which of course represents
enormous capital lying idle.” Harbour and Shipping, XIII (1930), p. 152. “Rates
of freight . . . are lower than what was considered a ‘low rate’ in pre-war
times. . . . Every trade seems to be surfeited with tonnage. . . . Rates have
reached a level which have squeezed out the tramp altogether. . . . Newly built
vessels continue to be taken delivery of from the shipbuilders’ yards, and they are
immediately laid up by their new owners.” Ibid., p. 328.

(205) S. D. Waters, op. cit., p. 87.
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tion far higher than that received by the Canadian Australasian Line.
The new ships were fast vessels; they were excellent passenger-steamers;
and they were to go into service at the depth of the depression.

This oncoming competition was viewed with alarm by the Union
Company, whose ships had to be built by funds provided by its share
holders and operated in open competition, receiving by way of subsidy
a sum inadequate even to offset losses currently being incurred. Those
who had been observing the situation welcomed the announcement on
August 4, 1931, of the formation, jointly by the Union Company and
the Canadian Pacific Railway Company, of a new company to purchase
and operate the two ships Niagara and A orangi then being operated
in the Sydney—Vancouver service. The new company, under the name
Canadian Australasian Line Limited, was incorporated in Ottawa by
letters patent dated July 2, 1931.

In its annual report to shareholders for 1931 the Canadian Pacific
Railway Company gave the following information:—

Canadian Australasian Line. To promote its interest in traffic between Canada
and Australia and New Zealand, your Company during the year acquired a half
interest in the motorship Aorangi and the steamship Niagara, theretofore operated
by the Union Steamship Company of New Zealand between Vancouver, Auckland
and Sydney. The price agreed upon was £500,000, which by arrangement with
the Union Steamship Company, was paid by the delivery of Canadian Pacific
Preference Stock to the amount of £625,000 at an agreed price of 80.

For the purpose of carrying out the transaction, The Canadian Australasian
Line, Limited, was incorporated in Canada, to which the vessels were transferred
by the Union Steamship Company in consideration of the issue of 48,666 shares
of the par value of $100 each, one-half of which were then purchased by your
Company in the manner described.

This juncture of the two companies who had from the beginning been
closely allied in operation of the Union Company’s Canadian-Australa
sian service was no great surprise to the shipping industry. It was
obvious that the combination of Canadian and New Zealand capital in
the hands of shipping companies long experienced in the intricacies of
passenger and mail services would be the best assurance that every effort
would be made to maintain the line in existence. The following quota
tion well expresses the general feeling in the shipping industry at that
time:—
The Union Steam Ship Company had long maintained close and friendly relations
with the Canadian Pacific Railway Company and, rightly or wrongly, the formation
of the joint company was interpreted in the shipping world as a reply to the
activities of the Matson Navigation Company.206

(206) S. D. Waters, op. cit., p. 89.
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With the transfer to the new company of ownership of the two ships
engaged in the service, Aorangi and Niagara, they were removed from
the fleet-list of the Union Company. But so far as their operation was
concerned there was little change, the management of the line’s business
in Australasia remaining in the hands of the Union Company, as general
agents. Its office in Vancouver became the head office of the new
company, which appointed 3. C. Irons as its general manager. In addi
tion, he continued to act as manager of the Vancouver office of the Union
Company, handling the general agency of that company’s service of
cargo-steamers operating between Canada and the Antipodes. The
staffing, storing, and maintenance of the two passenger-liners remained
in the hands of the Union Company both in Australasia and in Vancou
ver, the Canadian Pacific continuing, as heretofore, as passenger agents
in Canada. The board of directors was equally divided between the
two interests.

Under the new ownership the line faced the problem of transform
ing the operation into a fully competitive position. It was recognized
that the primary objective must be to provide new ships of a type and
speed capable of meeting the competition of the new ships in the
American service. Although this necessity had been apparent for
several years, the position of the line as regards subsidy had become
considerably worse, making the problem even more complicated. Canada
had seen fit to make successive reductions in her participation in the
subsidy. Canada’s share, set at $180,509 in 1911, was reduced by
$50,000 in 1921 and three years later by a further cut of $30,509 was
reduced to a flat $100,000, the lowest amount paid by Canada since the
line commenced operations in 1893. This rate continued until 1 9352O7

(207) As evidence of the reason for the reluctance of the Canadian Govern
ment to expand its commitments in this field, the following opinion regarding the
losses incurred by the Canadian Government Merchant Marine is pertinent: “The
financial losses incurred by the Canadian government throughout the past ten
years or more, in the operation of steamers, whether under . . . Canadian Na
tional or the Government Merchant Marine, have been stupendous, but it has,
apparently, taken all these years and the hard facts of financial inability to carry
on, to bring matters to the point where the courage could be screwed up to ‘cut
the loss and get rid of the ships.’ . . . The loss to the government to be written
off, if all the ships are sold, would be approximately $90,000,000. That loss has
already been incurred. Continuation of operation merely increases it, as there are
deficits on operating accotint every year.” Harbour and Shipping, XVI (1933),

p. 31.
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It is plain that the new company received little by way of encourage
ment when it incorporated in 1931 with the hope that it would be possible
to place the line in a safe position. Not until 1935 did the Government
of Canada take note of the precarious position into which the line had
been forced and decide that some financial recognition should promptly
be voted. The debate on the 1935 proposal to increase the subsidy dis
closed the fact that even with the granting of an increase further action
was necessary, and views were exchanged with the Australian and New
Zealand as well as the British Governments. In the meantime Canada’s
share in the subsidy was increased from $100,000 to $200,000. It was
obvious that the matter was not thus adequately settled and that it would
be further examined at the next session of the House of Commons.

But before the next session of Parliament met a terse announcement
was issued at Wellington indicating that consideration was being given
to the abandonment of the Union Company’s San Francisco—Wellington
service owing to the heavy losses being incurred. This touched off a tem
pest of indignation that the situation had been allowed to drift to such
a level. In the London Times strongly worded editorials and lengthy
articles deplored the apparent apathy of the countries concerned, includ
ing Great Britain, and stressed the necessity of immediate action to avert
the abandonment of the trans-Pacific services between North America
and the Antipodes. They also advocated aid from the United Kingdom
in providing larger and faster steamers and assistance in financing. Dis
patches from New Zealand reported that the Government was considering
the possibility of giving preference to British steamship lines.

In Canada a change in Government had occurred when Parliament
assembled for its 1936 session, and it is not surprising that the matter
received urgent consideration. The subsidy was again increased, to
$300,000, and the debate on this proposal revealed the full facts of the
situation — that the previous Government had held the opinion that
“lesser subsidies should be paid and that no increase was indicated,”
although the former Prime Minister, R. B. Bennett, and his former Min
ister of Trade and Commerce, H. H. Stevens, now expressed the contrary
iew that not only should the subsidy be increased, but a definite effort
be made to put faster steamers into service. Shortly after the increased
subsidy was voted the Union Company formally announced the discon

tinuance of its Wellington—San Francisco service and added: “. . . the

future of the Canadian Australasian Vancouver service, as already stated
by the president of the company, Mr. Beatty, is similarly threatened.”208

(208) London Times, April 16, 1936.
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This gloomy prognostication was well founded. It had long been
evident that the “All-Red Route” was facing a dead-end unless new
ships were provided, which was impracticable under the circumstances
then existing. The wisdom of the co-operative venture by the Union and
the Canadian Pacific Companies soon became apparent, for the latter
company had to face the prospect of replacing the Empress of Russia
and the Empress of Asia, which had entered the trans-Pacific service in
1913. In 1938 the Canadian Pacific company was ready to embark upon
another great ship-building programme if it could be done at a reason
able cost. After some deliberation it was decided that to this programme
should be added two new ships for the Vancouver—Sydney service,
designed to be far ahead of any previous ship employed and fully capable
of competing with the American ships. It was also decided to add
another new ship, as companion to the Empress of Britain for the Atlantic
service, and it was hoped that the five ships could be secured for
£11 ,000,000.209

Preliminary tentative plans were drawn by the Union Company in
conjunction with the Canadian Pacific—the two partners in the Canadian
Australasian Line Limited. Much study was given to the details which
were completed at Vancouver in June, 1938. Authentic information
regarding the proposed ships has not hitherto been available as they were
never built, and the meagre details published at the time in the shipping
press were largely conjectural. The writer, however, was privileged to
examine and study the plans. The ships were to be identical, with esti
mated gross tonnage of approximately 25,000. They were to be engined
with geared turbines providing an estimated service speed of 22—23
knots.21° The ships’ dimensions were to be: Length between perpen
diculars, 645 feet; breadth moulded, 83.7 feet; depth to shelter deck,
45.6 feet.211

Armed with these plans, Sir Edward Beatty, president of the Cana
dian Pacific, went to England, arriving there on July 14 with the expecta

(209) W. Kaye Lamb, “Empress Odyssey,” pp. 42, 43.
(210) This information is not included in the plans but is quoted from Har

bour and Shipping, XXI (1938), pp. 232—233, and the London Times, July 15,
1938.

(211) For a more detailed description of the pians, see Appendix V. It should
be noted that these dimensions were almost identical with those of the second
Empress of Japan, nor was the similarity confined only to the dimensions. They
were designed for similar speed, their profile was similar, except that the proposed
ships were to have two instead of the three funnels designed for the Japan.

7
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tion of remaining about ten days. During this interval he hoped to place
orders for the two ships and to make arrangements for the three addi-.
tional vessels for the other Atlantic and Pacific services. But the project
went astray, for on July 22 a joint statement was issued by Sir Edward
and Lord Craigmile, head of the P. & 0. Company (largest holders of
common stock of the Union Steamship Company of New Zealand), in
which it was stated that” shipbuilding prices have reached an uneconomi
cal peak, and construction of ships is impracticable for the present,”
although it was added that “the Canadian Australasian management
expects to resume discussion of the ships when economical shipbuilding
prices again prevail.”212 The new ships would not be built, which fact
presaged the end of the service.

The recurrence of war, following the uneasy twenty-one years of
peace, was bravely met by the two remaining ships—one continuing in
the Vancouver—Sydney service until she was sunk by an enemy mine in
1940, as already recounted; the other, called into war service, later
returned to her normal assignment to carry on the regular run.

LAST SHIP OF THE LINE

The A orangi maintained her regular service on the Vancouver run
during the first eighteen months of the Second World War. During this
period she carried, like the A watea, a large number of Australian and

New Zealand airmen for further training in Canada, bringing no less than
1,900 servicemen. On one voyage in October, 1940, she landed the
first New Zealand troops for the defence of Fiji. But in September,
1941, she was requisitioned by the British Ministry of War Transport
and went to England. She was in the convoy of large liners which
conveyed troops and supplies to the Mediterranean via the Cape of
Good Hope, which arrived at Durban in January, 1942. At that time
the Japanese invasion of Malaya was in progress, and five of the ships,
including the A orangi, were diverted when north of Madagascar and
proceeded to Singapore. Upon arrival there she was subjected to heavy
daily air attacks by Japanese planes but was able to take aboard a large
number of women and children and evacuate them to Australia. Fol
lowing this assignment she continued to carry troops via South Africa
to India and the Mediterranean arid also from Canada to England. All
told she transported more than 36,000 troops and 5,500 refugees. In
May, 1944, she arrived at Southampton, where she was fitted out as a

(212) Harbour and Shipping, XXI (1938), bc. cit.
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depot ship for some 150 tugs, carrying supplies and repair parts of all
kinds. In addition, she provided hospital accommodation and quarters
for small-craft personnel. From D-day (June 6, 1944) to the end of
July she serviced nearly 1,200 vessels and countless ma11 craft, and
her hospital beds comforted many wounded men from the beach
heads.213

When released from duty at Southampton, she returned to the
Clyde, where she was again refitted as “commodore ship” in the Fleet
Train of the British Pacific Fleet. She went to Hong Kong, where she
was stationed from September, 1945, until April, 1946, from whence
she proceeded to Sydney to undergo extensive reconversion for normal
service. Owing to the delays in sending the necessary materials out from
Britain and constant industrial troubles, this work took sixteen months
and was reported to have cost the British Government over £1,000,-
000.214 Not until 1948 was she ready to resume her mail and passenger
service between Sydney and Vancouver; sailing from Sydney in August,
she arrived at Victoria on September 10, 1948 213

On this trip the Aorangi carried a full passenger list. When she had
first come out from the Clyde in 1925, she had room for 947 passengers,
but this was reduced to 639 when she was refitted in 1935, and now her
total accommodation was still further reduced to 485.216 Upon her
arrival at Victoria she received a welcome comparable to the acclaim
that had been given to her on her first arrival. Chamber of Commerce
and civic officials and a crowd of citizens hailed her return from the
war, and there were similar demonstrations at Vancouver. The reno
vated Aorangi had been given a white hull instead of the customary
dark green of the Union Company, but although much admired this
change was short-lived. White paint had been used on the Canadian
Pacific fleet of trans-Pacific Empresses quite satisfactorily, but it was to
prove unsuitable on the Vancouver—Sydney run with its different atmos
pheric conditions; consequently, after two round trips the Aorangi was
returned to her usual dark green. 217

She continued her regular run, making six round voyages a year.
Passenger lists were consistently good and there was ample cargo offer-

(2 13) S. D. Waters, op. cit., pp. 99—100.
(214) Shipbuilding and Shipping Record, March 17, 1949, p. 320, and S. D.

Waters, op. cit., p. 128.
(215) Victoria Times, September 11, 1948.
(216) Dr. W. K. Lamb to the writer, March 4, 1957.
(217) p. B. Cooke to the writer.
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ing, but due to the slow rate of discharge and loading at ports of call,
which plagued the post-war period, the freight position was unsatis
factory. Payment of the subsidy by Canada, Australia, and New
Zealand had been suspended during the war and had not been renewed.
It is not surprising that under these circumstances substantial losses
made it impracticable to continue the service. An official announcement
in July, 1950, indicated that the Aorangi would be withdrawn from
service on completion of her south-bound passage in January, 1951.
Prime Minister Sydney Holland of New Zealand had offered an annual
subsidy of £13,000 (approximately $31,000 at the then current rate of
exchange), but neither Canada nor Australia had indicated any inten
tion of participating.218

This announcement came as no surprise to those who were aware
of the financially unsatisfactory results of the service. There was an
immediate clamour for some action by the governments concerned
which would permit a continuance of the service, even if temporarily
on a one-ship basis, in the hope that other ships might later be secured
to maintain a full service. For a time it was thought that a postpone
ment might be secured, but when the announced date arrived neither
Canada nor Australia had come to any decision. Thus it came about
that on January 4, 1951, the Aorangi sailed on schedule from Vancou
ver and bade good-bye to Vancouver and Victoria.

But it was not the end, for efforts to maintain even a skeleton
service were not completely abandoned. The developments which led
to a temporary revival of the service and its final closure two years
later will be found in the appendix on the subsidy question, and note
will here be taken only of the tardy efforts to revitalize the “All-Red
Route.” Upon her arrival at Sydney late in January, 1951, the Aorangi
was decommissioned and laid up, but on April 5 she sailed once again
from Sydney, arriving at Victoria on April 26. This resumption of
the service lasted until May 14, 1953, when she sailed for the last time
from Vancouver to Sydney, where she was again laid up awaiting
decision as to her disposal. She had completed the sixty-year mission
of the “All-Red Route” of passenger and mail steamers. The mails
no longer were carried by surface ships; airships had won their victory.
Progress has its victims as well as its beneficiaries.

The Aorangi had completed a career of twenty-eight years of useful
employment as a mail and passenger liner and during the war had served
with distinction. She was the last of the many interesting and valiant

(218) Victoria Colonist, July 6, 1950.



1956 THE “ALL-RED ROUTE,” 1893—1953 99

trans-Pacific liners which had become a tradition on the Canadian West
Coast and the main link for travel between the British Empire countries
in the North and South Pacific. Laid up at Sydney, the fate of the old
Aorangi was difficult to decide. To maintain her in working condition
had become a great expense; her diesel engines had latterly been giving
trouble and would require extensive overhaul or possibly replacement.
She attracted no buyers. The idea was mooted that she might be ac
quired by the Australian Government for operation as an immigrant
ship, but this proposal came to naught.

Finally the announcement came that her owners had decided to
dispose of her to the ship-breakers, and in due course she departed on
her final run to Glasgow, where she arrived in August, 1953. As a
fitting conclusion to this narration of the history of the “All-Red Route,”
it will suffice to quote briefly from an article by Oliver Kemble, who
had known the Aorangi in her earliest days, having seen her while under
construction on the Clyde. Later he travelled in her across the Pacific.
But he found himself back in Glasgow in August, 1953, when the old
ship arrived back at that port. She had made her final voyage, her
career at sea was finished, and she was now destined to submit to the
indignities of the ship-breakers’ yard. Kemble was impelled to pay
her a farewell visit and to write his impressions for the Trident of
January, 1954, from which the following extracts are taken. His visit
was tinged with nostalgic memories as he boarded her at the yard of
Arnott, W. H. Young & Company Ltd. on Clydeside:—

I climbed her gangway with a sense of sadness. . . . Eerie silence hung over
the deck above. The long stretch of teakwood that ran forward, deck-quoit mark
ings in white paint against the brown planking, climbing so slightly with her sheer,
was empty and deserted. Then I was on the boat deck, peering into cabins. There
was about her an air of silent mystery like the Marie Celeste, as if her crew had
vanished hurriedly, no man knew where. The New Zealand Herald and the Sydney
Daily Telegraph, alien to Clydeside . . . lay on the Chief Officer’s settee.
A pair of abandoned white canvas shoes had been flung carelessly on the deck.
My haunting sense of sadness increased. From the wheelhouse windows, the
forecastle head was astonishingly clean and orderly, as if she would put to sea
tomorrow. Then I was idly thumbing the Bridge Notice Book.

Honolulu, February 28th, 1953. Blue uniforms will be worn tomorrow. But
tomorrow was gone, and blue uniforms would never again be worn in Aorangi.

Honolulu to Victoria, B.C. Clocks will be advanced thirty minutes to-night.
But the brass clock was silent, the hands stopped at twenty minutes to eight.

And there was her last course marked on a chart of the Firth of Clyde. They
had brought her up to Gourock where the pilot had taken over, and the steering
compass now showed an immovable course—N. 50 E., the card motionless as if
nailed to the bowl. None now to peer into the binnacle and murmur “Watch
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your steering!” Nobody to pace the bridge vigilantly examining the blue Pacific
horizon. There was about it all a horrible sense of desertion, as if men had
wantonly abandoned this gallant creature they themselves had created. I fought
against the melancholy that oppressed me.

Passengers not allowed forward of the breakwater read a notice up forward,
and where no one again would muster was painted: TO ALL MUSTER STA-.
TIONS. . . . I passed through an oak-panelled smokeroom, with small tables,
curtains still looped on windows, as they had been on long Pacific runs when the
harder element of the passenger list thumbed poker decks and called for yet
another bottle of Canadian rye. Today, 3.45, Children’s Party, read a notice
chalked on a blackboard. Ghost children! . . . Nor had I been the only pil
grim to Messrs. Arnott Young’s yard. There had been one other, the designer of
her diesel engines, a Mr. Tucker, once in the service of the Fairfield Shipbuilding
Company. I would have liked to meet him. His, like mine, was a sentimental
journey. She had been his first motorship and he passed anxious, sleepless nights
wondering if his design would be a success. Mr. Tucker had no need to worry.
Had he in 1924 been gifted with second sight, he would have seen, as I did, his
beautiful Aorangi speeding across the Pacific somewhere east of Fiji, a triumph of
ship construction and design.

Now she had returned to die on the river where she was born.

Oliver Kemble had written a sad farewell to a gallant ship. But it
was also the end of an era in the history of British Columbia and Canada,
which had witnessed a phenomenal development of the western coast,
bringing the seaports into rapid, world-wide contacts with overseas
markets and affording an outlet for the ever-growing flow of the products
of Canada. It was an era which had created and fostered a closer
connection between British Dominions on both sides of the Pacific.
Economic conditions and the great advances in rapid mail and passenger
transport overseas have brought this great service to an end. Whatever
the. future may hold, it will be based upon the foundations laid during
this period. The lessons learned will not be forgotten. It is to be hoped
that the task of putting in order and in proper perspective the inception,
progress, and ending of the “All-Red Route” will make possible a true
evaluation of the work of the men who devoted themselves to its
establishment and to nursing it through initial difficulties to a prosperous
maturity.

The resurrection of transocean travel calls for ships constructed
especially for tourists. Let us add our salute to the last ship of the
“All-Red Route,” Aorangi farewell! And in the words of Ovid:
Factum abut, monumenta manent! (“the deed has gone, the memorial
thereof remains”).

3. H. HAMILToN.
Vicvoiu, B.C.
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APPENDIX I

SUBSIDIES

The matter of the subsidies in connection with the establishment and
continued operation of the Canadian-Australian mail and passenger service
has been a complex and changing factor in its development and maintenance.
While evidence of the vital effect of this subject has been indicated in the
history of the line, a more detailed study gives a more integrated understand
ing of the difficulties and perplexities which resulted in many of the changes
in operation, ownership, and service rendered. Only by this means can the
changes in the amount of the subsidy, in the countries contributing, and the
ports of call be understood.

From the first sailing, which arrived at Victoria June 6, 1893, until the
departure from Vancouver of the Aorangi II on her final run to Sydney in
1953, the subsidy question became, from time to time, a vital one, produc
tive of considerable difference of opinion among the countries providing it
and of abortive efforts to make changes in the route.

The original intention of James Huddart, when he decided in 1893 to
embark on an effort to establish a trans-Pacific service, was a regular monthly
run connecting Australia with Canada, hoping also to interest New Zealand
and Fiji. The Government of Canada amended its existing Ocean Steamship
Subsidy Act of 1889 by reducing the requirements as to frequency of sailings.
This Act provided a statutory payment for a fortnightly service which was
now reduced to a monthly service, but the amount of the subsidy remained,
as originally, £25,000. In effect this actually doubled the subsidy, for on a
basis of twenty-six sailings per year it provided only £961 per sailing, whereas
on the basis of twelve sailings it would provide £2,083. By this shrewd
device Huddart succeeded in securing a better subsidy than that originally
authorized. The amendment called for a service “between British Columbia
and the Australian colonies including New Zealand.” In Huddart’s contract
with the Canadian Pacific Railway Company, August 14, 1893, under which
the latter company was to act as general agents for the line, the proposed
ports of call were specified as “Sydney, Honolulu, Victoria and Vancouver,
with the option of calling at Brisbane.” New Zealand was not included, nor
any reference made to an option call there, nor at Fiji. The Canadian subsidy
was granted for a term of ten years, the contract with the Canadian Pacific
being co-terminous. The New South Wales subsidy agreement was for a
term of three years at the amount of £10,000. It was renewed in 1896 and
again in 1899 on the same terms, except that the call at Brisbane was made
obligatory instead of optional.

The first sailings were via Brisbane as a port of call; no call was made at
Fiji, so the route was Sydney—Brisbane—Honolulu—Victoria—Vancouver. The
Brisbane call, however, was dropped after only four sailings, the last being in
September, 1893, by the Warrimoo. This was Huddaifs first disappointment.
He had negotiated the payment of a subsidy by the Government of Queens-
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land in return for this call at Brisbane, but it appears that no payment was
forthcoming. Huddart, who had been a passenger in the Warrimoo on her
first arrival at Victoria, July 8, 1893, is reported to have said:—
We have had good encouragement from New South Wales, but Queensland has
not yet come in. The people there are with us and the press also, but the Premier,
Sir Thomas Mcllwraith . . . is inclined to delay in making a move.
Unless they join in assisting us in the way of a subsidy I don’t think we can con
tinue to touch there.l

The matter of the subsidies paid to Huddart’s Canadian Australian Line
and its successors by the Crown Colony of Fiji is less complicated than those
paid by Canada, Australia, or New Zealand. In the initial period when
Huddart’s company was operating the line, it is plain that a small subsidy
was paid by the Fiji Government for a call at Suva, although definite official
information as to the amount is lacking. A clue to the situation is provided
by Huddart in an interview given while he was in London in September,
1893, in which he stated that Sir John Thurston, the Colonial Administrator,
was strongly desirous that Fiji should be included in the ports of call. This
Huddart was not prepared to arrange unless the British Government acceded
to his “proposal that the steamers should be put on the Admiralty list as
available for the purposes of cruisers in case of war, thus becoming entitled
to Imperial assistance.”2 The matter does not appear to have been received
favourably since no further reference to it can be traced. It is evident, how
ever, that failure to secure the Admiralty support did not deter Huddart from
coming to terms with the Fiji Government.

The call at Suva was first made in 1893 by the Warrimoo, which arrived
at Victoria on November 8, and was continued by vessels of the line through
1894 and did not cease until November, 1895, with the call of the Miowera.
When Huddart decided to make a call at Wellington in the hope of securing
a subsidy from New Zealand in September, 1897, the call at Suva was still
omitted. But later, when the New Zealand subsidy had been arranged, the
Suva call was restored and continued until August, 1899, the last call being
made by the Warrimoo, which arrived at Victoria on September 8. The
reason for cessation of the call is clearly that the subsidy had been with
drawn, for the Victoria Colonist reporting the ship’s arrival noted: “This
was the last [trip] on which the Warrimoo will call at the Fijian capital, the
mail subsidy from that colony having recently been withdrawn.”3 This story
was subsequently confirmed by the Vancouver News-Advertiser: “The Fijian
Government has decided to withdraw the small subsidy previously granted
to the Company for carrying H.M. mails.”4

After a lapse of about two and a half years, during which time manage
ment and part ownership of the line had been acquired by the Union Com
pany, the Suva call was renewed, the first visit being made by the Moana in
March, 1902, and from then onward Suva remained a regular port of call

(1) Victoria Colonist, July 9, 1893.
(2) London Times, September 29, 1893.
(3) Victoria Colonist, September 9, .1899.
(4) Vancouver News-Advertiser, September 22, 1899.
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without any further cessation until 1941. Although no official confirmation
of the amount of the subsidy paid to Huddart and to the liquidator of the old
company can be found, it can be assumed that it was quite small, for when
the Union Company took over and renewed the Suva call the Fiji Govern
ment then paid an annual mail subsidy of £1,500, probably the same amount
as that previously allocated. The amount was increased in 1903 to £2,045
and in 1905 to £2,282, where it continued until 1911, when it was increased
to £5,000, at which figure it remained until the service was discontinued in
1941. Although the service was resumed in 1948, no further subsidy was
paid.5

From the outset Huddart had hoped to secure a subsidy from New
Zealand, and after negotiation he signed an agreement in London on April
19, 1895, with the Postmaster-General of New Zealand, the Honourable J. G.
Ward, by which a subsidy was promised for regular service between “a port
in Australia and Auckland or Wellington and the City of Vancouver, in the
Province of British Columbia” on both the outward and homeward voyage.
The contractor was to have the option of making either of the two New Zea
land ports the terminal port, in which event the contractor undertook to
arrange connection at that port with a line of steamers for Sydney and other
ports in Australia. The subsidy offered was £30,000 a year if the port in New
Zealand were made the terminal port, or alternatively £20,000 if a port in
Australia became the terminal port. This agreement was for a period of ten
years. There was, however, a note attached to the agreement, signed by
Huddart, that it was understood and agreed by the parties signing the agree
ment that it was “subject to the ratification of the New Zealand Parliament.”6

This tentative agreement was duly considered by the New Zealand Par
liament but was not ratified. This action was not intended to indicate objec
tion to the idea of having a direct mail and passenger service connection with
Canada nor was it considered that the rejection was final, for mail advices
brought by the Miowera in December, 1895, and reported in the Victoria
Colonist indicated

that the postponement of the arrangement whereby Mr. Huddart’s line was
to receive a handsome bonus is but a temporary one, due to complications arising
from the manner in which the proposition was brought forward. The steamship
subsidy was it appears so connected with the reciprocal duties bill that when at the
close of the session it was thought advisable to put over the tariff proposals until
the legislature next meets, the subsidy arrangement could not very well be put
through. There is little reason to doubt, however, that it will prove acceptable
again next session. . . .7

Confirmation of the temporary nature of the decision is seen in the proceed
ings of the New Zealand Parliament in its October, 1895, session. A token
item of “£5,000 for the Vancouver Mail Service” in the budget was the
subject of a question in the House, and the Postmaster-General reported that

(5) R. W. Parkinson, Commerce and Industries Officer, Suva, to the writer,
September 12, 1956, with its enclosure of D. A. Butler, Union Steam Ship Com
pany of New Zealand, Limited, Suva, to R. W. Parkinson, September 5, 1956.

(6) New Zealand Parliamentary Debates, Vol. 127, pp. 62 1—622.
(7) Victoria Colonist, December 11, 1895.
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he bad been authorized by the Government to try to secure a service between
New Zealand and Canada, and when in London had entered into negotiations
with Huddart, resulting in the tentative agreement. After debate the mem
bers were of the opinion that more time should be given to consideration of
the subject and leave was granted to withdraw the vote.8

In 1896 the question was raised in the New Zealand Parliament as to
whether any proposal regarding the projected Vancouver mail service was to
be considered. The Premier, the Honourable R. J. Seddon, replied that a
representative of Huddart was coming to make submissions to the Govern
ment, and when they had the fullest information, an opportunity would be
given to discuss the subject.9 However, no action was taken, and the follow
ing year when the subject again received attention the Premier reminded the
House of the interim agreement, subject to ratification, by which New Zea
land was to pay £20,000, and which when presented had been opposed until
the termination of the San Francisco service, when the whole situation could
be reviewed.10

This provides the key-note to the underlying reason for the delay in
bringing to a practical outcome the proposal to establish an adequate mail
connection with Canada. It must be borne in mind that New Zealand had
for several years since 1885 sustained by subsidy a mail service connecting
Auckland with San Francisco. This was not very satisfactory and appeared
to be on the brink of cessation, which in fact ensued two years later. The
New Zealand mails for England were being carried more expeditiously by
this route than by way of Australia, which had since 1852 heavily subsidized
a mail service to England by way of the Suez.1’ The New Zealand mail
would take several days longer by this route than by the Canadian. Apart
from that, New Zealand was, for reasons of trade as well as the carriage of
mails, desirous of establishing a direct route via Canada, and for that reason
was willing to make a beginning, if necessary on a temporary basis, pending
determination of the difficulties which were arising with the San Francisco
service then operated jointly by the Union Company and the Oceanic Steam
ship Company of San Francisco.

Following the Premier’s statement in 1897, a resolution was introduced
into the Parliament authorizing the Government to arrange an agreement
with the Canadian Australian Line. The proposal was for a four-weekly
service—not monthly, as hitherto proposed—between New Zealand and
Vancouver via Fiji and Honolulu, the port of call in New Zealand to be
Wellington and the carriage of mails to be at rates similar to those of the
Auckland—San Francisco payment, with a guaranteed minimum payment
of £7,500 per annum. This agreement was to run from December 1, 1897,
until March 31, 1899. Concurrently with this agreement a similar short-term
one was made regarding the San Francisco service which merely extended

(8) New Zealand Pzrliamentary Debates, Vol. 91, pp. 851—856, passim.
(9) ibid. Vol. 92, p. 290.
(10) Ibid., Vol. 100, p. 667.
(11) Official Year Book of Australia. 1901—20, Melbourne, 1921, p. 635.
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the existing arrangement to make it expire on the same date as the Vancouver
agreement. Both agreements were passed by the Legislature.12 These short-
term co-terminous agreements made possible a later review of the situation
as a whole and, in the final outcome, proved to have been a wise decision in
so far as New Zealand was concerned. Huddart had just acquired the
Aorangi, and the addition of this third ship to the service predicated a more
reliable and regular operation than had hitherto been possible, and also made
it possible to provide a four-weekly service instead of the monthly service
aimed at originally, thus providing thirteen instead of twelve voyages a year.

Without waiting for the authorization, Huddart had decided, as he had
in the case of Queensland, to commence the New Zealand service “on faith,”
hoping thus to prove both his willingness and his ability to provide a satis
factory service. By this shrewd action he anticipated that he could secure
the support of the Wellington merchants, and in this he was not disappointed,
ilthough he personally did not reap the benefit. The Aorangi inaugurated
the new schedule for the Canadian Australian Line, sailing from Sydney
August 7, 1897. Arriving at Wellington on the 12th, she proceeded by way
of Suva and Honolulu to Victoria, where she arrived September 8. The
Warrimoo arrived at Wellington on her first call from Sydney on September
16. It is interesting to note that these initial calls pre-dated by four months
the passage of the resolution authorizing the subsidy, December 13, 1897,
which specified December 1 as the starting date. It is evident that Huddart
was confident that the short-term subsidy agreement would be passed by the
New Zealand Parliament, notwithstanding the fact that his original signed
agreement of 1895 had been rejected. That the initial saiings were not
subsidized is evidenced by a resolution passed by the Wellington Chamber of
Commerce tendering congratulations to the colony and to Wellington in
particular “that the proprietors of the Vancouver line have made Wellington
a port of call . . . and it is to be hoped that their action in that direction
without subsidy will receive support from the colony of New Zealand gen
erally.”13 But the situation as regards the operation of the service had in the
meantime reached a crisis. Huddart’s company, The Canadian Australian
Royal Mail Steamship Company Limited, went into liquidation in February,
1898, and the New Zealand Shipping Company, as principal creditor, was
appointed as receiver.

When the New Zealand Parliament met in 1898, the matter of the
recently arranged subsidy naturally came up for discussion. The Premier
indicated that with the Huddart, company. in liquidation the Postmaster-
General had decided not to sign the contract at present, although. the draft
contract had been accepted by the agents for the liquidator. .The services
specified, however, were being carried out.14 The call at Wellington con
tinued through 1898 and until the end of March, 1899, with the sailing of the
Warrimoo from Victoria, March 24. This was in accord with the contract

(12) New Zealand Parliamentary Debates, Vol. 100, p. 668.
(13) Vancouver News-Advertiser, September 14, 1897.
(14) New Zealand Parliamentary Debates, Vol. 101, p 346.
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authorized in 1897, the terms of which had been carried out notwithstanding
the fact that it had not been signed. Thus ended, for the time, the inclusion
of New Zealand in the itinerary of the Canadian-Australian Line. For a
period of twelve years no calls were made by steamers of the line at any New
Zealand port.

Omission of the New Zealand call was due to the decision to include
Brisbane in the contract, for when the existing contract expired on March
31, 1899, Queensland, on the urgent request of Brisbane, was included in the
renewal. From the first it had been the intention to include Brisbane in the
itinerary, but when the promised subsidy did not materialize, the opportunity
had been opened for New Zealand to make a bid for participation in the
service which had resulted in the short-term contract of December, 1897.
It is evident from the proceedings in Parliament that New Zealand greatly
regretted the loss of the Vancouver mail service, albeit they had had it for
fifteen months only and were then unable to renew it. Efforts were made
to regain the New Zealand call, but failed for reasons which are disclosed
later in the parliamentary debates.

In 1903 when the Australian subsidy agreement was due for renewal and
the New Zealand agreement for the joint service with the Oceanic Shipping
Company of San Francisco had expired and was being carried on under
a temporary arrangement, the opportunity presented itself for launching
another attempt by New Zealand to secure the Vancouver service. In the
November, 1903, session of the New Zealand Parliament two resolutions
were presented: one to renew the expiring San Francisco contract for a
further period of six months, and the other to establish a three-weekly service
between Vancouver and a port in New Zealand. This latter proposal called
for a subsidy not to exceed £20,000 a year and was introduced by the
Postmaster-General, Sir J. G. Ward, who stated:—
Up to now the Government have not been successful in their endeavours to arrange
for a line of steamers to and from Vancouver. Recently the contract with the
Australian Commonwealth was extended for two years and it will expire in March,
1905. The difficulty with the present Vancouver service is that the steamers can
not by calling at Brisbane come on to New Zealand also. . . . Unless Queens
land is left out of the service we cannot get suitable connection with Vancouver
under the existing contract under which the steamers are now running between
Australia and Vancouver.15
During the debate the words “three-weekly” were struck out, thus leaving
open the question of frequency, and in this altered form the resolution was
adopted.

No practical outcome of the 1903 resolution is in evidence, and in
August, 1904, the matter again came before the New Zealand Parliament.
On August 11 the Postmaster-General was asked as to the correctness of a
report in the press that the Commonwealth of Australia was prepared to
relinquish to New Zealand the Vancouver mail service and that negotiations
had been opened with the Queensland Government for the transfer but that
nothing had transpired since February. In reply the Postmaster-General

(15) New Zealand Parliamentary Debates, Vol. 127, p. 26.
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admitted that both the Commonwealth and the Queensland Governments
were willing to have the steamers call at New Zealand instead of Brisbane
but that the negotiations had been delayed as it was understood that Canada
objected to the change. He stated further: “It is intended to proceed with
the negotiations. The Canadian Government has already been asked to state
definitely whether it will or will not agree to the Vancouver steamers calling
at Auckland in place of Brisbane. The reply so far is not satisfactory.”6

Less than a fortnight later, on August 23, the Postmaster-General intro
duced to the House the following cablegram just received from the Deputy
Postmaster-General of Canada in response to a second cable that had been
sent to the Canadian Government urging the substitution of New Zealand
for the Queensland stop: “This Department considers delay caused by
steamers calling Auckland would seriously weaken service. Regret, there
fore, unable to agree to proposition.” Sir 3. G. Ward concluded that nothing
further could be done, for he recognized that Canada as the principal party
to the contract had the right of refusal even though it had been pointed out
that the Federal Government of Australia had indicated its willingness that
Queensland be allowed to drop out. Moreover, this was the second time that
Canada had declined the request.’7

Irritation at the frustration of their repeated efforts to secure participa
tion in the Vancouver service is increasingly evident in the parliamentary
debates in New Zealand. In 1906 and again the following year, questions
and resolutions on the vexed subject appear in the official record, the blame
being largely placed on Canada for the lack of success. In 1907, in response
to a question by the Leader of the Opposition, W. F. Massey, the New
Zealand Postmaster-General made the following remarks concerning the
Vancouver service:—
• . . he was strongly in favour of it—of establishing an all-red route . . • but
they could not get it for £20,000 a year . . . every effort had been made by him
on behalf of the country, and also by the chairman of directors of the Union
Steamship Company to get that service from Australia to Vancouver to come to
New Zealand, but without success, for the reason that a contract was entered into
with Queensland; and the £20,000 was of no use, because Queensland would not
forego the existing contract, otherwise the directors would have been quite willing
to come down here monthly for the additional £20,000 if they could have got free
of calling at Brisbane, which was provided for under the contract. • .

Thus the matter remained until 1910, although it is difficult to understand
the basic reason for this condition having persisted so long. Objection on
the part of Canada to New Zealand’s proposals may be attributed to a dis
inclination to dictate to Queensland or it may have been for other reasons,
such as the usefulness to Canada of the Brisbane call.

Canada’s objection to dropping the Brisbane call remains a matter of con
jecture. However, equally remarkable is the fact that in 1910 Sir J. G. Ward
reecived and read to the New Zealand House the following telegram from

(16) New Zealand Parliamentary Debates, Vol. 129, p. 410.
(17) Ibid., Vol. 129, p. 601.
(18) Ibid., Vol. 141, p. 220.
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Sir Wilfrid Laurier, Prime Minister of Canada, dated September 26, 1910:—
With reference to your letter of 16th September, and 20th September, we are to
day infoming [sic] Government of Commonwealth of Australia that we forthwith
notify contractors they have Government of Canada’s permission to make call each
way at New Zealand under old contract present, and am expressing hope Australia
will concur; also informing Australia that in any case Canada is obliged to insist
on call at New Zealand under new contract when awarded from and after 1st
August next.19
While commenting on this information the Postmaster-General remarked:
“It is very important, I think, in the interests of Australia and New Zealand
and Canada, as well as of the Empire as a whole, that we should get this
all-red route established as soon as possible.” This complete reversal of
Canada’s previous attitude suggests that New Zealand’s persistent and con
sistent efforts, coupled with the obvious advantage to Canada of extending
the service to New Zealand, overrode the wishes of Queensland. The opinion
of Canada, as the largest contributor to the subsidy, finally prevailed.

The climax in the long-drawn exclusion of New Zealand from participa
tion in the “AU-Red Route” came the following year. In 1911 both Canada
and New Zealand concluded a contract with the Union Steam Ship Company
for a regular four-weekly service, calling at Auckland. Thus was established
the route of the Canadian Australian Royal Mail Line as it now became
named, which persisted until 1931, when it was incorporated as the Canadian
Australasian Line Limited. The route Sydney—Auckland—Suva—Honolulu—
Victoria—Vancouver and reverse was continued from 1911 until the service
ceased in 1953.

On May 10, 1911, an item in Supply came up for debate in the Canadian
House of Commons—” Steam service between Canada and Australia on the
Pacific Ocean, $180,509.” The Prime Minister, Sir Wilfrid Laurier, moved
that this item “instead of reading as it does now, it should read: Steam ser
vice between Canada and New Zealand or Australia or both,” in explanation
of which he stated:—

we are not able to make any agreement yet with Australia in regard to this
subsidy. We have made a contract with New Zealand, that Dominion contributing
an amount in proportion to our own. We expect that Australia will come in
later.20
In the course of the debate the Prime Minister explained that the subsidy was
in the amount of £37,090 15s. 2d. by a contract beginning August 1, 1911,
and running for five years. 3. E. Armstrong, a private member, raised the
point of the lack of contribution from Australia although the Commonwealth
would benefit greatly from the service, to which Sir Wilfrid replied:—
As far as I can understand the reason, it is this: The steamship service is per
formed by the same company with Australia and New Zealand. If we had a
service direct to Australia I think Australia would contribute, but the fact that the
steamers going from Vancouver to Australia call at New Zealand, lengthens the
journey, and therefore the service is not as speedy as it might otherwise be.
This subsidy is for a service between Canada and New Zealand, and not between
Canada and Australia. . . . I may say to my hon. friend that Australia was

(19) New Zealand Parliamentary Debates, Vol. 152, p. 3.
(20) Canada, House of Commons, Debates, Session 1910—11, Vol. V, p. 8754.
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ready to contribute if we were willing to ignore New Zealand, but we would not
do that, and Australia retired.21

Following the Canadian debate on the subject of the subsidy the following
resolution was introduced into the New Zealand Parliament on September
21, 1911:—
That this House empowers the Government, in conjunction with the Government
of the Dominion of Canada, to establish a four-weekly mail-service between the
Port of Auckland and the Port of Vancouver, subject to the following conditions:
(a) That the contract shall be for a term of five years; (b) that the payment to be
made by New Zealand shall not exceed £20,000 per annum; (c) that the service
shall be performed by vessels of not less than 6,000 tons, having first-class passen
ger accommodations, and fitted with all modern improvements, and also refrig
erating-chambers, and chilled chambers for fruit and dairy-produce; and (d) that
the time shall not exceed nineteen days between Auckland and Vancouver, and
vice versa.
In the debate which followed, Sir J. 0. Ward, Prime Minister as well as
Postmaster-General, went into a great deal of detail regarding the proposed
new service, some of which is pertinent in explaining the long delay in secur
ing the Vancouver connection and is quoted in some detail:—
At one time we had this service running to this country from Vancouver for a short
period, but in view of the fact that Brisbane became a port of call the service was
rendered absolutely useless from the point of view of convenience to New Zealand,
or advantage in connection with the mails. This was because a service running
from Canada and touching at Brisbane, then at Sydney, then at Auckland, or com
ing to Auckland and then going to Sydney and then to Brisbane on the outward
voyage, would from a mail point of view have been almost worthless so far as
New Zealand was concerned. As against a mail-service of that kind, it would have
been more advantageous from a purely mail point of view to go on through the
Suez Canal to England, and from England to this country via the Suez Canal;
but as a matter of usefulness to the country generally, and of giving us a good
mail-service, it obviously was advantageous to have a service via Canada estab
lished to New Zealand under the best conditions that could be obtained. Owing
to the discontinuance of the old San Francisco mail-service, under conditions the
Minister could not control, it was rendered all the more important that we should
have a steamer service providing for a mail and passenger service across the Pacific
giving us connection with Canada and at the same time conveyance to England of
either passengers or mails. . . . The subsidy the Canadian Government is to
give is £37,091, and for Fiji the amount of the subsidy is £2,282. . . . I had
hoped, Mr. Speaker, that the Commonwealth of Australia would have seen its way
to join with Canada and New Zealand in connection with the service, but for rea
sons of their own they have not seen their way to do so. The proposal I am sub
mitting to the House gives the contractors the option of going to Australia from
Auckland—that is, from Auckland to Sydney, and returning from Sydney to
Auckland and on to Vancouver. It is necessary that the option should be given
to enable them to do that, because if we were to attempt to confine the service at
present to New Zealand we could not expect to get it at anything like £20,000 per
annum. I do not think, myself, that this is in any way unfair to New Zealand,
though perhaps it may seem a little hard from the standpoint of view of the con
tributories that the full benefits should be given to a neighbouring country
without their giving any portion of the subsidy that is being given by Canada, Fiji
and New Zealand. Although the present steamers are of a very fine class indeed,
at the same time if there were larger contributions, and if the several countries
were all standing in together, there could be no doubt that we could have a faster
and still better class of steamers. - . . We must remember that our friends in

(21) Canada, House of Commons, Debates, Session 1910—11, Vol. V, pp.
8770—8771.
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Australia are paying a very large subsidy for a mail-service of their own through
the Suez Canal to England. One can only express the hope that later on they
may be able to see their way to join in this service too.
The relative merits of a service to San Francisco or to Vancouver also came
into the discussion, as did also the altered circumstances created by the
annexation of Hawaii by the United States. The latter gave rise to the oppor
tunity to decry the handicap now placed on British vessels consequent upon
American law becoming applicable to the Islands, and the Prime Minister
pointed out the advantage the proposed service would enjoy:—

another difference between this proposal and the former one [the San Fran
cisco service] is that British-owned steamers are not allowed to embark a passenger
or any cargo as between Honolulu and San Francisco at all. Now the Vancouver
steamers can embark as many passengers and as much cargo as they like.22
The resolution was agreed to and the new service began with the sailing
of R.M.S. Marama from Sydney on August 1, 1911, calling at Auckland on
August 5 and arriving at Victoria on August 22.23

The new contract under which New Zealand finally became a full part
ner, contributing a substantial proportion of the total subsidy—20,000 of
the £62,000—was a salient point in the history of the “All-Red Route.” The
decision of Australia to cease payment of a fixed subsidy was a direct out
come of the changed route, although it must be noted that Australia con
tinued to use the service of the fast steamers, which in fact were carrying the
largest portion of their cargo and passenger traffic to and from Sydney, the
terminal port of the run, as well as such mails as were tendered for Canada,
Fiji, and the United Kingdom, for which they paid the regular postal rates
but without any guaranteed minimum. The principal difference, so far as
Australia was concerned, was the omission of the call at Brisbane. The sub
sidy paid by Fiji at this time was increased to £5,000 from .the £2,280 pre
viously paid. This made the total subsidy paid to the Canadian Australasian
Line £62,000, as compared with the £66,000 in effect prior to the 1911 con
tract and £60,000 in 1903. While this did not represent a very large differ
ence, nevertheless it was a factor in the change in the nature and prospects
of the line for expansion and development.

Canada continued her payment of £37,000 established under the 1911
agreement for ten years. In the 1921 session of Parliament, Sir George
Foster, Minister of Trade and Commerce, introduced the customary item in
Supply covering the subsidy but for only $130,509—a reduction of $50,000.
The House had been critical of other items in the Supply resolutions, par
ticularly as to the value of various services rendered, and in this instance the
Minister said: “I should be very sorry to see the subsidy taken away, because
I think the service would be withdrawn.”24 After debate the item was passed.

In explanation of this decision it should be noted that the feeling had
developed that the creation of the Canadian Government Merchant Marine,
a nationally owned and operated fleet of sixty-six cargo steamers, all

(22) New Zealand Parliamentary Debates, Vol. 156, pp. 22—31, passim.
(23) Victoria Colonist, August 23, 1911.
(24) Canada, House of Commons, Debates, Session 1921, Vol. II, p. 1493.
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Canadian-built, had in some degree lessened the importance of assisting other
steamship services. The Canadian Government owned ships were placed in
operation between Canada and Australia, New Zealand, India, the Orient,
Central and South America, the West Indies, and the United Kingdom. It
was becoming increasingly evident that these operations were resulting in
heavy deficits. The tendency thus developed to effect reduction in the
amount of subsidies then being contributed by Canada to other steamship
lines. In the debate Sir George Foster explained that the Government ves
sels, built as cargo-carriers and having no passenger accommodation, with
exception of a few with a very limited number, and having slow speed, were
not comparable to the fast passenger and mail steamers for which subsidies
were being paid.25 However, it is evident that the amount of the subsidy to
the Australia-New Zealand passenger and mail service was reduced by reason
of the general opinion that “it seemed unnecessary to subsidize shipping
companies whose vessels competed with the Canadian Government steam
ers.” This probably is why Sir George Foster expressed his strong objection
to “withdrawal of the subsidy” and compromised with a reduction.

The situation which had developed at the 1921 session of the Canadian
Parliament had not improved when the renewal of the subsidy again came up
for consideration three years later. In 1924 a further reduction was made,
this time of $30,509, making it thus a flat $100,000 for the year, with the
stipulation of twelve trips in the period as compared with the thirteen trips
hitherto specified. This vote was passed almost without comment.26 The
seriousness of the situation becomes evident when it is noted that the amount
of Canada’s subsidy to this important mail and passenger service was now
reduced to the lowest level ever assigned. Even at the beginning of the ser
vice in 1893 Canada subscribed $121,000, and raised it to $166,000 in 1903
and to $180,509 in 1910. This reduced amount was continued in effect until
1935. It is also to be noted that with this reduction a new principle was
introduced—a “flat rate,” uncomplicated as had been the case previously
by reductions for voyages and half-voyages omitted. An examination of
the Public Accounts showing expenditures in previous years divulged the
amounts actually paid to the line did not always conform to the amount
voted. The principle of dividing the vote into the proportion per voyage,
with deductions for voyages not completed during the fiscal year, had resulted
in some confusion, and the annual payment occasionally varied from the
actual vote, but by carrying forward unpaid arrears the final result closely
approximated the total amount originally made available.

When the customary item for the subsidy came before the House in 1935,
it was for $200,000—double the amount which had been voted for each of
the past ten years. This increase naturally excited considerable attention, and
the debate disclosed the situation which called for the drastic increase: the
critical position of the line as a result of the increasing competition of new
American passenger-steamers now operating in the trans-Pacific trade. The

(25) Canada, House of Commons, Debates, Session 1921, Vol. II, p. 1494.
(26) Ibid., Session 1924, Vol. IV, pp. 3156—3157.
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Matson Company had built three speedy ships in the past three years, and
the Canadian Australasian Line realized that its position was in jeopardy.
The question now to be faced was whether to maintain or abandon the mail
and passenger communications between the Pacific Coast of Canada and
New Zealand and Australia. As a preliminary move to ameliorate the situ
ation, the additional $100,000 had been placed in the Estimates. This left
open for study the necessity for further consultations with New Zealand and
Australia on the whole question of the maintenance of the service. In the
meantime the increased subsidy was approved by the Canadian Parliament.27

By the time Parliament assembled in 1936 the question had assumed the
dimensions of an international problem of considerable urgency. What took
place in the debate on the usually routine vote for the continuation of the
subsidy is best understood by noting the happenings in the interim. The
London Times of January 12, 1935, carried a Reuter dispatch from Wel
lington:—
Withdrawal of Marama attributed to competition of foreign subsidized shipping
in the Australia-NewZealand trade. The Company declares that if the service were
protected withdrawal of Marama would be unnecessary.
On December 16, 1935, the Times correspondent in Wellington cabled the
following item:—
The contemplated withdrawal of British shipping services from the Southern Pacific
has caused the Government of New Zealand much concern. Prime Minister, Mr.
Savage, who, with some of his colleagues, discussed the matter to-day with the
representative of certain shipping interests, said afterwards that the Government
would take up the matter early in the New Year, and would have to do something
to give preference to British steamship lines.28

With the above and similar warnings of the necessity for action in mind,
it is simple to discern the basic reason for the reception given by the Cana
dian Parliament to the item in Supply presented to them on February 18,
1936, which raised the subsidy to the New Zealand service another $100,000
to $300,000. The Honourable R. B. Bennett, Prime Minister in 1934 and
1935 but now in Opposition, in a lengthy speech laid bare the difficulties
facing the Union Company and the necessity for prompt action if the situ
ation was to be ameliorated. The following extracts from his speech are
pertinent: —

in view of the experience that the late government had in connection with
matters of this kind I think it desirable that I should make a statement with respect
to some of the questions that have been discussed this afternoon and evening. The
minister is new to his position and is perhaps unaware of the fact that the difficul
ties we have experienced in maintaining steam communication between Australia
and New Zealand and Canada have been very great and have been considerably
intensified by subsidies granted to the Matson line and other lines sailing from
United States ports to New Zealand and Australia, stopping at Honolulu en route.

The real truth is that the late government held the same views that the minister
expressed this afternoon and that have been expressed by members of the com
mittee this evening, namely, that lesser subsidies should be paid and that the neces
sity for paying increased subsidies certainly had not arisen. But in view of the
trade that we have been carrying on with Australia and New Zealand, we have

(27) Canada, House of Commons, Debates, Session 1935, Vol. II, p. 1864.
(28) London Times, December 17, 1935.
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had to face a position that was very simple: Could we or should we maintain
communication between the Pacific coast of Canada and New Zealand and Aus
tralia, or should we have to abandon the service?

Little New Zealand gives a grant of $100,000 a year, roughly speaking
for this service. We have subsidized it all these years, and we increased it some
years ago under the following conditions. It is a service of one ship of sixteen
knots and another of about seventeen or eighteen knots, one a motor ship and the
other a steam turbine ship. . . . The United States has a line known as the
Matson line. That line built three large passenger ships running from San Fran
cisco and Los Angeles to the antipodes. As Honolulu is a United States com
munity, part of the United States republic, they can do coastwise traffic between
San Francisco and Honolulu and Australia and New Zealand, and thereby derive
the advantages that accrue from being able to pick up trallic at San Francisco and
to deliver it at the Hawaiian islands. The three ships that the Matson line built,
one in 1931, one in 1932, and another in 1933, were vessels to which the Ameri
can shipping board lent over seventeen millions of dollars at one and a half per
cent interest, and the subsidies that were paid to the Matson line for the antipodes
service in all amount to over $1,300,000 per annum, part of it for the freight ser
vice from Los Angeles, part of it for a mail service, and part of it for a general
service, based upon speed. The subsidies have been based largely upon the speed
of their ships.

Reference was then made to a memorandum which the former Minister of
Trade and Commerce had prepared for the Prime Minister outlining the
position of the British lines. Before setting up depreciation the companies
were operating at a loss, and it was under these circumstances that the Gov
ernment decided that it could not possibly do other than maintain the
subsidy.29

Still later in June when the matter was again before the House, the
Honourable H. H. Stevens, former Minister of Trade and Commerce, added
the weight of his opinion:—
I suggest to the minister that the service between British Columbia Pacific ports
and New Zealand and Australia is a very important one to Canada from the stand
point both of maintaining trade and of the mail service, and the subsidy which is
paid is quite a modest one compared with the service that is involved.
I have always had in mind that we should negotiate with the Union Steamship
Company of New Zealand, of which the Canadian Pacific is now half-owner, for
a faster and more efficient service with more modern vessels, even if it is necessary
to increase the subsidy. . . . I would suggest to the minister, now that he has
increased the subsidy to $300,000, that a definite effort should be made to put on
faster steamships and possibly to give a more frequent service. At any rate there
should be faster and more modern ships. I certainly believe that the service is one
which it is well worth sustaining.30

By this time the situation had further degenerated, for on April 16, 1936,
the Union Company had reached the decision to discontinue its Wellington—
San Francisco service. This disquieting news appeared in the London
Times:—

The Union Steam Ship Company of New Zealand announced the discontinu
ance of the Union Royal Mail Line between Sydney, Wellington, and San Fran
cisco, taking effect with the arrival in Sydney of the Maunganui in November andthe Makura in December.

(29) Canada, House of Commons, Debates, Session 1936, Vol. I, pp. 302—303.
(30) Ibid., Vol. IV, p. 3522.
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The announcement states that the decision has been made after some years of
heavy loss in this service, and emphasizes that private enterprise cannot compete
with a high State subsidy. Under existing conditions it is not practicable to con
tinue the present service or to make a replacement with more modern tonnage.
The statement adds that the future of the Canadian-Australasian Vancouver ser
vice, as already stated by the president of the company, Mr. Beatty, is similarly
threatened.31
The shipping correspondent of the Times gave further amplification:—

The service between San Francisco and Australia and New Zealand has been
maintained by the Union Steam Ship Company . . . for half a century.
The losses incurred on the actual conduct of this service are believed lately to have
been at the rate of about £50,000 a year.

In the service of the Canadian Australasian Line, Limited, between Vancouver
and New Zealand . . . the losses have been still heavier than those suffered on
the route to and from San Francisco. In 1934 they exceeded £100,000 without
making any allowance for depreciation of the vessels.

There appear to be only [two] alternative futures for this service. One is that,
in the face of the competition of the heavily subsidized American lines, its fate
will be the same as that of the San Francisco service, and shortly it will cease to
exist. The other is that it shall be given a new lease of life by the construction
of two fast ships which would be able fully to hold their own with the American
liners.

The total cost of building two fast ships of over 20,000 tons gross each is esti
mated at about £2,500,000. . . . It is believed that the Canadian Australasian
Line . . . would probably be able unaided to finance the construction of the
liners. But it would not be able to meet the annual debit balances on the working
of the ships, and it is calculated that assistance to the extent of about £290,000 a
year . . . would be needed.

Canada already contributes to the cost of the present trans-Pacific service, and
the cost of the proposed sailings by new and larger ships would need to be met by
the Dominions and by this country.32

The newspaper summed up the situation with a terse and candid editorial:—
For many years British shipping in the Pacific has suffered from foreign competi
tion heavily subsidized and protected in other ways. The two services, one of
which has now actually closed down, have long been run at a loss, and it was
clearly impossb1e for them, with only the resources of private shareholders to
draw upon, to keep up the fight indefinitely against rivals lavishly supported by
the American taxpayer. Their difficulties have been set out repeatedly. They have
been discussed at length in Australia, New Zealand, and in Canada, which are
even more closely affected than this country. From time to time statements have
been made that the different Governments were engaged in working out measures
for the defence of these British services against subsidized competition. There

has been a recent small increase in the mail subsidy paid by the Canadian
Government to the Canadian-Australasian Line.33

The tight situation confronting British steamship lines in the trans-Pacific
trade was ably demonstrated in an informative letter written to the Times by
Edward N. Bewley:—
There is really more to the American subsidy . . . than meets the eye. In fact,
there are two distinct subsidies that the Matson Company is operating under. The
first is the construction subsidy under the Jones-White Act of 1928. In this Act
the sum of $250,000,000 (50,000,000) was appropriated as a loan fund to aid the
construction of merchant vessels. Shipowners can borrow from the fund three-

(31) London Times, April 16, 1936.
(32) Ibid.
(33) Ibid.
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fourths of the value of new ships to be constructed. The money is loaned for the
term of twenty years and bears interest at the lowest rate paid on any Government
Bond . . . issued during the term of the loan.

It was under the provisions of this Act that the Matson company built the
Monterey, the Mariposa, and the Lurline. . . . The cost of the three ships was
$24,601,513 (5,056,837) on which cost the Government loaned about $18,000,000
(3,600,000).

Under the 10-year contract awarded the Matson Line the mail is carried at the
rate of $10 per mile between San Francisco and Sydney . . . the contract stat
ing that the homeward mails are to be carried at the expense of the outward trip.
As a result, each sailing of the Matson ships brings a payment of $67,930. Thir
teen sailings a year bring in a total of $883,090 (fl81,519), no mean sum on a
10-year contract! Besides the main route the Matson Company run several freight
ships to New Zealand and Australia. They also carry mail under contract, bring
ing in another $200,000. Therefore the Matson Company receives as a subsidy
over a million dollars a year from the American Government.

Against this the Union Line (San Francisco—Sydney service) receives from the
New Zealand Government £22,500 per year for carriage of the New Zealand mail.
To this must be added the American payment . . . [which] amounts to about
$60,000 (l2,000) a year.

The Union Line therefore receives about £34,500 per annum against the Mat
son’s £200,000. . . . Only a direct subsidy and new ships will enable the British
flag to stay where it has been for so many years.34

The above excerpts from a considerable volume of newspaper, parlia
mentary, and other comment on the situation have been selected as giving a
reliable and concise presentation of the difficulties confronting the “All-Red
Route.” It is obvious that the outlook for the line had become critical and
the steps taken by the owners of the Canadian Australasian Line, Limited,
have been related earlier. There remains only the consideration of the sub
sidy arrangements which enabled the line to continue running for the few
years before further operations became impossible, and the sole continuing
liner sailed from Vancouver for the last time in May, 1953.

The subsidy granted by the Canadian Parliament in 1936 was continued
through 1940 and 1941, but the $300,000 was not fully paid to the line. The
loss of the Niagara in June, 1940, accounts for the reduction in that year,
when the payment was only $276,923. The next year only $34,615 was paid,
for the Aorangi was requisitioned by the British Ministry of War Transport
in September.

In 1948 the Aorangi resumed sailing in the service, having completed her
war duties and having undergone a refit. She arrived at Vancouver in
September, but no subsidy was paid, and plans were made to resuscitate the
service, if only on a temporary basis, in the absence of any practicable plan
for its long-term future continuance. The Canadian Government conferred
with Australia and New Zealand on the feasibility of offering a substantial
subsidy,.but the negotiations lagged, and finally the owners came to the con
clusion that the losses currently being incurred were a waste of money in the
face of a very uncertain outlook for future operation. Consequently, in
1950 the announcement was made that the Aorangi would be withdrawn at
the end of the year. Pressure was brought to bear for a temporary suspen

(34) London Times, July 2, 1936.
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sion of this decision, but in the absence of a firm proposal from the interested
Governments on January 4, 1951, the A orangi sailed from Vancouver for
Sydney, where she was laid up.

This decisive action brought to a head the lagging discussions regarding
the subsidy. On February 23, 1951, shortly after the Aorangi had been laid
up, the Honourable Lionel Chevrier, Minister of Transport, announced to the
Canadian House of Commons that an agreement had been reached whereby
the three Governments concerned would pay a subsidy totalling $400,000,
of which two-thirds would be paid by Canada and one-third jointly by
Australia and New Zealand.35 Concurrently a similar announcement was
made in Australia by Prime Minister Menzies stating that his country’s share
would be $100,000 and Canada’s $270,000. He further indicated that
Canada had previously declined to offer a subsidy and had agreed to accept
this share of the subsidy for one year only.36 No reference was made to the
New Zealand contribution, which it is assumed would be for $30,000. This
apportionment appears to have been unsatisfactory, and finally agreement
was reached which provided that Canada would assume 66½ per cent,
Australia 25 per cent, and New Zealand 8½ per cent, and on this basis the
subsidy was settled.37

However, while Menzies’ statement approximated that issued in Ottawa,
it did not represent the final decision in regard to the amount to be paid.
Originally intended to provide a total of $400,000, it was reduced to $250,000
before it came into effect. Thus the Canadian share became only $166,667,
that of Australia $62,500, and of New Zealand $33,833. The vote on this
subsidy came before the Canadian Parliament on June 26, 1951, and when
queried as to whether this amount would be adequate to maintain the service,
the Minister replied that it would be for the fiscal year.39

The Aorangi, having resumed the Vancouver—Sydney run in 1948 after
refitting, thus far had received no subsidy. It was thus most regrettable that
the proposed subsidy had been reduced by as much as 35 per cent, and the
general opinion was that it would be impracticable to continue the service.
The payment of the reduced subsidy commenced April 1, 1951, and expired
on March 31, 1952, when it was renewed for one year at the same rate. It
was not sufficient to keep the ship in service, and on May 14, 1953, the
Aorangi sailed from Vancouver homeward bound for Sydney for the last
time.

To provide an integrated statement of the complicated changes in the
subsidy, the participants and the ports of call, the data quoted in the above
appendix has been arranged in tabular form.

(35) Canada, House of Commons, Debates, Session 1951, Vol. I, p. 611.
(36) Vancouver Sun, February 22, 1951.
(37) Commonwealth of Australia Department of Shipping and Transport,

quoted in H. L. White, Librarian, Commonwealth National Library, Canberra, to
the writer, January 4, 1957. .

(38) This ratio is confirmed in Canadian Maritime Commission, Fifth Annual
Report, Ottawa, 1952, p. 10.

(39) Canada, House of Commons, Debates, Session 1951, Vol. V, p. 4731.
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SUBSIDIES, SUMMARY, AND ROUTES COMPILED FROM DATA PREvIouSLY QUOTED

Ports of Call

3. Wellington, N.Z.
4. Auckland, N.Z.

5. Suva, Fiji.
6. Honolulu.

7. Victoria, B.C.
8. Vancouver, B.C.

Year Country Term Amt. Total Route Remarks

Fiji renewed.. ......_

Contracts expired.
New contracts:

Canada
New South Wales
Oueenslan&_._

New contracts:
Canada.__.......
Australia.._._...

Contracts extended 1 year to
July 31, 191L___.__..___

Contracts expired.
New contracts:

Canada__.

Canada reduced to______
Canada further reduced to_

New Zealand reduced to__.
New Zealand returned to__.
Canada increased to_.____
Canada increased to..___.
No subsidy paid_.__._._
Canada

Australia _...

New Zealand
Above subsidy renewed
Service discontinued in May..

1,2,5,6,7,8

£35,000
£36,500 1,5,6,7,8

£35,000 1,6,7, 8
£7,500
£1,500 £44,000 1, 3, 5,6,7, 8

£42,500 1,2,3,5,6,7,8

£1,500 £44,000 1,2, 5,6,7,8

$250,000
$250,000

£34,091
£13,636
£10,227
£2,046

£37,090
£26,628
£2,282

Four calls made at Brisbane.
Expected subsidy not forth
coming, service ceased.

Suva call began October,
1893; ceased at end of
1895.

Monthly calls at Wellington
and Suva from August,
1897.

Wellington call ceased April
and Suva call ceased Aug
ust, 1899. Brisbane call re
newed.

Suva call renewed March,
1902.

Australian Common wealth
paid subsidy for Sydney
call.

Canada continued this pay
ment until 1921.

New Zealand through to 1930.
Fiji until 1941.
Australia dropped subsidy.

Mails carried at poundage
rates.

Fiji paid subsidy until 1941
only.

Australia and New Zealand
paid in Canadian currency.

1956

1. Sydney, N.S.W.
2. Brisbane.

117

lOyrs.

New South Wales _...._ 3 yrs.
Pill

£25,000

£10,000
£1,500

New South Wales renewed... 3 yrs.
New 1:/ yrs.
Fijirenewed._._._.._._ 1 yr.

New- Zealand contract expired.
flrishane__......_.._
Fiji ceasei

£7,500

1 yr.

2 yrs.

1893

i895

1896
i897

1899

1902
1903

1905

1910

1911

1921
1924

1930
1935

1936
1942—51

1951

1952
1953

5 yrs.

£60,000 Unchanged

£66,000 1,5, 6,7, 8

£66,000 Unchanged

£62,091 1,4,5,6,7,8

1 yr.

5 yrs.

5 yrs.New Zealand - - --

Pin

Above
unchanged
until 1942

£37,091

£20,000
£5,000
Nil

£26,500
£20,000

£16.000
£20,000
£38,800
£60,000

$166,667

$62,500

$20,833

£51,500
£45,000

£41,000
£45,000
£63,800
£85,000

1 yr.

1 yr.

1 yr.
1 yr.

- ... 1,4,5,6,7,8

Great Britain went off the gold standard in 1931. The figures given for subsidy payments are quoted above
in pounds, but the value in Canadian dollars would vary in the period subsequent to that date. The Canadian
subsidies were voted in Canadian dollars throughout, but are quoted above in pounds at the fixed rate of
$4.85=l sterling, and thus must be regarded as approximate. The actual dollar amounts voted by the
Canadian Parliament are quoted in the preceding chapter on subsidies. Australia, New Zealand, and Fiji
subsidies were in the pound value of those countries, which varied more or less in accordance with current
sterling demand.
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APPENDIX II

PASSENGER-STEAMERS OF THE “ALL-RED ROUTE”

The data for this alphabetical listing of the ships in this service is
compiled from a variety of sources, including Lloyd’s Register of
Shipping, to which reference has previously been made. The date
following the name is the year built; the length given is between per
pendiculars; and i.h.p. is indicated horse-power.

Ao1..&NoI (1883)

4,268-ton single-screw one-funnel, three-masted, steel steamer. Built by
J. Elder & Company, Fairfield, Glasgow, for the New Zealand Shipping Com
pany Ltd. In the United Kingdom—Australia--New Zealand service for four
teen years, making thirty-two voyages around the world, outbound via the
Cape and homeward bound via the Horn. Purchased in 1897 by James
Huddart as the third ship for his Sydney—Vancouver service and sent to C. S.
Swan & Hunter, Newcastle-on-Tyne, for extensive changes and installation of
new boilers and engines. Dimensions after refit: Length, 389 feet; breadth,
46 feet; depth, 23.17 feet. Engines: Triple expansion, three cylinders—32-
inch, 51-inch, and 86-inch; stroke, 54 inches. Steam at 180 pounds; i.h.p,
4,950. Service speed, 14¼ knots. Accommodation: 100 first and 50
second; in 1910 changed to 94 first, 52 second, 42 third. In Sydney—
Vancouver service until January, 1910, making fifty-five round voyages,
totalling 825,000 miles. Transferred to the San Francisco service. In 1915
taken over by the Admiralty as a supply ship, later scuttled at Scapa Flow as
a block ship, refloated in 1920 and employed five years as a storage hulk.

AonNGI (1924)

17,491-ton, quadruple-screw, two-funnel, two-masted, cruiser-stern
motorship. Built by Fairfield Shipbuilding Company, Glasgow, for the
Union Company’s Sydney—Vancouver service. Keel laid, November, 1922;
launched, June 17, 1924. Left Southampton January 3, 1925, via Kingston,
Panama, Los Angeles, San Francisco, Victoria, Vancouver, Honolulu, and
Suva, arriving at Auckland February 24. Dimensions: Registered length,
580 feet; over-all length, 604 feet; breadth, 72.2 feet; depth, 43 feet; loaded
draught, 27.1 feet. Engines: Four Fairfield Suizer-type, two-cycle, single-
acting oil engines each having six cylinders of 27½ inches diameter and
39-inch stroke, driving four propellers; i.h.p., 17,000. Speed on trials:
Average, 18.237 knots; service speed, 17 knots. Average fuel consumption
first seven trips, about 54 tons per day. Accommodation: Total 947, reduced
to 639 after refit in 1935 and to 486 after refit following war service. Main
tained Sydney—Vancouver run from 1925 to 1941, when requisitioned by
Admiralty as a troop-ship and later used as a depot ship. Released in 1946,
refitted at Sydney, and resumed the Vancouver service in 1948, arriving at
Vancouver on first trip September 11. Last sailing from that port May 14,
1953. Laid up at Sydney and sold to ship-breakers at Glasgow, where she
arrived August, 1953.
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ARAWA (1884)

5,026-ton, four-masted, two-funnel, clipper-bow steel steamer. Built by
Denny Brothers, Dumbarton, for Shaw-Savil Company’s United Kingdom—
Australia trade. Chartered for six months in 1893 to replace the Miowera
during her repairs in England. Dimensions: Length, 439 feet; width, 46
feet. Engines: Triple expansion, four cylinders, 37-inch, 61-inch, and two
71-inch.

AwATEA (1936)

13,482-ton, twin-screw, two-funnel, cruiser-stern steamer. Built by
Vickers Armstrong Limited, Barrow-in-Furness, for the Union Company’s
intercolonial service. Dimensions: Length, 527 feet; breadth, 74.2 feet;
depth, 41.7 feet. Engines: Six turbines, single reduction geared to two
propeller-shafts. Steam at 450 pounds; shaft horse-power, 22,500. Service
speed, 22 knots (often exceeded on intercoloniat run). Third fastest British
ocean vessel when built. Accommodation: 337 first, 151 second, and 38
third. Made several voyages on the Vancouver run, carrying in 1940-41
Australian and New Zealand airmen. Requisitioned by British Ministry and
converted at Vancouver to troop-ship. Carried Canadian troops to Hong
Kong. Later refitted as landing ship and engaged in North African assault
in 1942. Bombed and sunk. Steamed 576,132 miles during her six years
afloat.

MAHEN0 (1905)

5,282-ton, triple-screw, two-masted, two-funnel, steel turbine steamer.
Built by Denny Brothers, Dumbarton, for the Union Company and placed in
the Sydney—Vancouver service. First turbine passenger-liner to cross the
Pacific. Dimensions: Length, 400 feet; breadth, 50 feet; depth, 33.5 feet.
Engines: Parsons turbines, built by Dennys, direct coupled, two low pressure
and one high pressure, driving triple screws; i.h.p., 6,500. In 1915 altered
from triple-screw direct-drive to twin-screw and geared turbines. Speed on
trials, 17.5 knots; service speed, 16.4 knots. Accommodation: 234 first,
116 second, and 60 third. First arrival at Victoria, May 8, 1906. Requi
sitioned and converted to hospital ship in 1914, and at conclusion of war
refitted and sent to the intercolonial trade. In 1935 sold to Japan for break
ing up and, while being towed there, stranded and sunk.

MAKu1.& (1908)

8,075-ton, twin-screw, two-masted, one-funnel, steel steamer. Built by
Alexander Stephen & Sons Ltd., Linthouse, Glasgow, for Union Company’s
Sydney—Vancouver service. Dimensions: Length, 450 feet; breadth, 58
feet; depth, 32 feet. Engines: Triple expansion, eight cylinders—two 28-
inch, two 46-inch, and four 55-inch; i.h.p., 10,000. Speed on trials, 18
knots; service speed, 16½ knots. First vessel specially designed for the
Sydney—Vancouver service, and at the time of construction largest vessel in
the company’s fleet. Accommodation: 207 first, 114 second, and 72 third.
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First call at Victoria, December 15, 1908. Ran opposite Marama until
Niagara came out in 1913, the former being withdrawn for war service in
1914 and the other two maintaining the service until 1925. Then sent to the
San Francisco service until withdrawn in 1936. Laid up at Sydney and later
sold to ship-breakers in Shanghai.

MANuKA (1903)

4,534-ton, twin-screw, two-masted, one-funnel steamer. Built by Denny
Brothers, Dumbarton, for Union Company’s intercolonial service. Launched
September 8, 1903. Dimensions: Length, 368.7 feet; breadth, 47.2 feet;
depth, 31 feet. Engines: Eight cylinders, triple expansion; nominal regis
tered horse-power, 423. Trial speed, 15 knots. First arrival at Victoria, June
7, 1904. In 1905 broke the record for the Sydney—Fiji run. Taken over as
a troop-ship in 1914, and following the war returned to her owners and
operated in the intercoastal service. In 1929 struck a reef off the New Zea
land coast and became a total loss.

MARAMA (1907)

6,437-ton, twin-screw, two-masted, one-funnel steamer. Built by Caird
& Company, Greenock, for the Union Company’s intercolonial service.
Dimensions: Length, 420 feet; breadth, 53 feet; and depth, 31 feet. En
gines: Triple expansion, eight cylinders—two 28-inch, two 44½-inch, and
four 50-inch; stroke, 48 inches; i.h.p., 7,500. Service speed, 16 knots.
Accommodation: 229 first, 79 second, and 153 third. Replaced the Miowera
on the Vancouver run in 1908. Inaugurated the Auckland call in 1911. In
August, 1914, requisitioned by the Admiralty and converted into a hospital
ship in New Zealand. Reconverted after the war and went to the San Fran
cisco service, although for four months acted as a relief ship on the Vancou
ver run. In 1935 went to the intercolonial service and in 1937 sold to the
Shanghai ship-breakers.

MAuNGANuX (1911)

7,527-ton, twin-screw, two-masted, one-funnel steamship. Built by Fair
field Shipbuilding and Engineering Company Ltd., Govan, for the Union
Company’s intercolonial service. Dimensions: Length, 430.8 feet; breadth,
55.7 feet; depth, 31.2 feet. Three decks and promenade deck. Accommo
dation: 244 first, 175 second, and 80 third. Engines: Quadruple expansion,
eight cylinders—24½ -inch, 35½-inch, 50½-inch, and 73-inch; stroke, 45
inches. Steam, 220 pounds; i.h.p., 8,000. Service speed, 17 knots. Served
in First World War as a troop-ship, and when in 1919 refitted she was con
verted to oil fuel and sent to the San Francisco service until its abandonment.
Served on the Vancouver run as a relief ship in 1927, replacing the Niagara
undergoing refit and repairs. Returned to the intercolonial service in 1936,
and in 1941 requisitioned and converted to a hospital ship. Returned to her
owners in 1946, she was sold to the Hellenic Mediterranean Line and oper
ated under the name Cyrenia. Sold to Italian ship-breakers in 1957.
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MIowEn (1892)

3,393-ton, three-masted, one-funnel screw steamer. Built by C. S. Swan
& Hunter, Newcastle-on-Tyne, for James Huddart’s Australia and New
Zealand coastal trade. Dimensions: Length, 345 feet; breadth, 42 feet;
depth, 25 feet. Engines: Triple expansion, three cylinders—33-inch, 53-
inch, and 85-inch; stroke, 54 inches. Steam, 165 pounds; i.h.p., 4,500.
Service speed, 14 knots. Accommodation: 233 first and 127 second. First
arrival at Victoria, June 8, 1893, being the first vessel inaugurating the
“All-Red Route.” Continued in the Vancouver service until 1908, when
refitted and placed in the intercolonial service under the name Maitai. Made
one call at Vancouver as a relief ship, arriving March 10, 1910. Taken over
as a troop-ship in 1915, at which time she was serving in the Wellington—San
Francisco service. Struck a reef near Raratonga in December, 1916, and
became a total loss.

M0ANA (1897)

3,915-ton, single-screw, triple-expansion, two-masted, one-funnel steamer.
Built by Denny Brothers, Dumbarton, for the Union Company’s intercolonial
service. Dimensions: Length, 350 feet; breadth, 44 feet; depth, 32.6 feet.
Two decks and awning deck. Engines: Triple expansion, three cylinders—
33-inch, 53½-inch, and 85-inch; i.h.p., 4,500. Service speed, 16 knots.
Accommodation: 198 first and 100 second. Replaced Monowai I in Syd
ney-San Francisco service and transferred to Vancouver run, arriving Vic
toria May 15, 1901, replacing the Warrimoo. Continued in Vancouver run
until 1908, returned to the intercolonial service, where she remained until
1925. Dismantled in 1927.

MoNowAl (1925) (Ex RAzMAK)

10,852-ton, twin-screw, two-masted, two-funnel steamer. Built by Har
land & Wolff, Belfast, for the P. & 0. Company for its fast Aden and Bombay
mail and passenger service under the name Razmak. Purchased by the
Union Company in 1930 to replace the lost Tahiti in the San Francisco—
Sydney service. Dimensions: Length, 500 feet; breadth, 63 feet; depth, 34
feet. Engines: Two sets of quadruple-expansion four-cylinder, each coupled
to a double-reduction Bauer-Wach low-pressure turbine operating on exhaust
steam; i.h.p., 14,740. Service speed, 19 knots. Made several runs to Van
couver in 1931, 1933, and 1935. In 1940 converted to an armed merchant
cruiser and in 1944 to a landing ship for Mediterranean service. Returned to
her owners in August, 1949, and resumed the New Zealand—Sydney service.

NIAGA1 (1912)
13,415-ton, triple-screw, two-masted, two-funnel steamer. Built by John

Brown & Company Ltd., Clydebank, for the Union Company’s Sydney—
Vancouver service. Launched August, 1912. First sailing from Sydney in
the new service May 5, arriving at Victoria May 28, 1913. Dimensions:
Length, 524.7 feet; breadth, 66.3 feet; depth, 34.5 feet. Engines: Combina
tion reciprocating and turbine, eight cylinders—two 27½ -inch, two 42-inch,
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and four 47-inch; stroke, 54 inches, on the wing shafts and one low-pressure
turbine on the central shaft; i.h.p., 14,500; steam at 220 pounds. Service
speed 16—17 knots. The first passenger-liner under British Board of Trade
certificate to use fuel-oil, being fitted originally to burn coal or liquid fuel;
oil fuel installed during her first call at Vancouver. Accommodation: 281
first, 223 second, and 191 third. Overhauled arid refitted in 1935—36, her
passenger accommodation was increased. Continued in the Sydney—Vancou
ver service during both world wars until June 19, 1940, when she struck an
enemy mine off the New Zealand coast and sank.

TAHITI (1904) (Ex PORT KINGSTON)

7,585-ton, twin-screw, triple-expansion, two-masted, one-funnel steamer.
Built by Alexander Stephen & Sons Ltd., Glasgow, for the United Kingdom—
West Indies passenger and fruit trade. Purchased in 1911 by Union Com
pany for its San Francisco—New Zealand service and renamed Tahiti. Di
mensions: Length, 460 feet; breadth, 55.5 feet; depth, 24.4 feet. Engines:
Triple expansion, six cylinders—3 0-inch, 50-inch, and 80-inch; stroke, 54
inches. Steam, 180 pounds; i.h.p., 9,000. Speed on trials, 18½ knots.
Accommodation after refit in 1911: 277 first, 97 second, and 141 third.
Employed as relief ship on Sydney—Vancouver service in 1920 and 1927.
From 1914 to 1918 served as a troop-ship. Sunk in 1930 while south-bound
from San Francisco, when broken tail-shaft pierced her bottom.

WA1UUMoO (1892)
3,528-ton, single-screw, two-masted, one-funnel steamer. Built by C. S.

Swan & Hunter, Newcastle-on-Tyne, for James Huddart’s Australia-New
Zealand coastal trade. Dimensions: Length, 345 feet; breadth, 42 feet;
depth, 25 feet. Engines: Triple expansion, three cylinders—33-inch, 53-
inch, and 85-inch; stroke, 54 inches; i.h.p., 4,500. Service speed, 14 knots.
Accommodation: 233 first and 127 second. Entered service 1893; first
arrival at Victoria July 8, operating opposite Miowera. Continued in this
service until 1901, when she transferred to the intercolonial service. In 1915
requisitioned for war service and returned to her owners in 1916 and sold to
foreign interests.

ZEALANDIA (1910)
6,600-ton, twin-screw, two-masted, one-funnel steel steamer. Built by

John Brown & Company, Glasgow, for Huddart, Parker Company’s Austra
han coastal trade. Dimensions: Length, 410 feet; breadth, 54.7 feet; depth,
23.4 feet. Engines: Quadruple expansion, eight cylinders—two 24½ -inch,
two 35-inch, two 49½ -inch, and two 70-inch. Sailed from the Clyde, May,
1910, and on arrival at Melbourne was chartered by the Union Company for
the Sydney—Vancouver service; first arrival at Victoria, August 24. Re
mained in this service until 1913, when she was returned to her owners.
Requisitioned by the Admiralty 1914—18 and continued in Australian coastal
trade until February, 1942, when she was sunk by Japanese air attack off
Darwin, where the wreck remained until 1957, when it was salvaged by
Japanese ship-breakers.
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APPENDIX III

VANCOUVER OFFICES AND OFFICIALS

Vancouver being the terminal port of the Canadian-Australasian service,
the line’s principal Canadian offices were maintained there from the first.
The agreement between James Huddart and the Canadian Pacific Railway
Company, entered into prior to the commencement of the service in 1893,
specified the Canadian Pacific as general agents of the line, and its offices,
both at Vancouver and Victoria, handled the ship-agency business of the line
and also acted as passenger and freight agents.

Shortly after the Union Company became financially interested and with
the prospect of its establishing a regular service of cargo-steamers to Canada
in addition to the passenger and mail line, it became desirable for the com
pany to have a personal representative in Canada. In 1902 E. Crawford was
sent from Dunedin, then the head office of the Company, to occupy a desk
in the office of the Canadian Pacific Railway terminal. In 1906 he was
relieved by J. C. Irons. Later, in 1912, when the Union Company had
acquired full ownership of the line, it was decided that the interests of all
concerned would better be served if the Canadian-Australasian offices were
separately operated, handling in addition to the business of the mail and pas
senger steamers the growing business of its cargo-steamers then coming into
service. The Canadian Pacific, having acted as general agents since the begin
ning, relinquished the ship agency, but continued to act as passenger and
freight agents throughout Canada.

The Union Company’s first office, under the management of J. C. Irons,
was located immediately adjoining the Canadian Pacific telegraph office on
Hastings Street. Within a few years it became necessary to have more com
modious quarters, and larger offices were established at 440 Seymour Street.
Increase of business necessitated several successive moves, first to the Winch
Building in 1922 and two years later to the newly built Bell-Irving Building
(now the Seaboard Building) at the corner of Hastings and Burrard Streets,
which served as the Union Company’s offices, and from 1931 also as the head
office of the jointly owned Canadian Australasian Line Limited. In 1949,
when the Seaboard Company purchased the Bell-Irving Building, the Union
Company’s offices were finally removed to their present situation in the
Benthall Building, 444 Burrard Street.

J. C. Irons occupied the position of manager at Vancouver from 1906
until his death in 1936 at the early age of 56. He had been born in New
Zealand in 1880 and joined the Union Company’s service as a young man,
coming to Canada in 1906 as the company’s representative. Although of a
quiet and retiring disposition, he was intensely public-spirited and willing to
aid any worthy cause. He will long be remembered in British Columbia, not
only as a sturdy pioneer of the shipping trade and commerce between Canada
and the Antipodes, but also as a sound counsellor on the development of
British Columbia ports, aids to navigation, and improvement of land services
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connected with shipping. He was one of the ardent group who established
the now important and flourishing Vancouver Merchants Exchange and the
Vancouver Chamber of Shipping, of which latter he was the first president.

Philip B. Cooke, who had served the company for many years ashore and
afloat in Canada, Australia, and New Zealand, succeeded J. C. Irons, under
whom he had been assistant manager. Mr. Cooke, who had for twelve years
been assistant manager of the company’s Melbourne office, was appointed as
general manager of the jointly owned passenger and mail line, continuing also
as Vancouver manager of the Union Company’s cargo-ship services. During
the difficult years of the world war he was called upon to handle a host of
conflicting problems connected with the movement of personnel and war
supplies, especially when the war extended to the Pacific. He earned the
thanks of the Canadian Shipping Board for his assistance in securing and
helping to maintain order in the chaos of war-cargo demands for the South
Pacific, a fact to which the writer can testify, having been Pacific Coast
representative of the Board during that period. After forty-nine years ser
vice with the Union Company he retired in 1949. Following a holiday in his
native New Zealand, he returned to British Columbia, where he has continued
to reside and to maintain his interest in shipping.

Mr. T. W. Brawn, also a long-time official of the Union Company, suc
ceeded Mr. Cooke. Although the Canadian Australasian Line has ceased to
exist, the Union Steam Ship Company of New Zealand continues to maintain
offices in Vancouver and its services of fast freighters and also acts as Van
couver agents for the Orient Line. Mr. Brawn continued as manager until
October, 1957, when he retired after forty-three years in the company’s
service.
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APPENDIX IV

PLANS COMPLETED AT VANCOUVER, JUNE, 1938, OF PRO
POSED NEW SHIPS FOR THE CANADIAN AUSTRALASIAN
LINE.

The following details, amplifying the information given in the text, are
from the tentative plans. There were to be eight decks:—

Boat Deck: First-class promenade, 248 feet; sports deck amidships,
55 x 80 feet; children’s playroom, 25 x 80 feet.

Promenade Deck: Covered promenade, glassed in, 310 feet; entertain
ment hail amidships, 67 x 60 feet; first-class lounge, 40 x 55 feet;
first-class smoking-room, 60 x 45 feet; cocktail bar, 30 x 15 feet;
men’s club, 30 x 15 feet.

“A” Deck: Details omitted but indicated that it was intended almost
entirely for first-class passenger accommodation, with the after-deck
open, with possibly an open-air pool that could fit into one of the
hatchways.

“B” Deck: First-class berths, 134; swimming-pool, 20 x 25 feet; second-
class lounge, 50 x 75 feet.

“C” Deck: First-class berths, 74; second-class berths, 106 (of which 36
were marked “changeable to first class”); second-class smoking-
room, 75 x 80 feet.

“D” Deck: First-class berths, 27; second-class dining saloon, 25 x 50
feet, seating 160; first-class dining saloon, 75 x 80 feet, seating 280.

“E” Deck: Second-class berths, 132; third-class berths, 120; air-condi
tioning plant on this deck (a very advanced feature in a 1938 plan).

“F” Deck: Engines, fuel-tanks, cargo-hold, etc.
The above provided for 235 first-class passengers, which could be in

creased to 309 by conversion from second-class; 238 second-class, or alterna
tively 202; 120 third-class. To this should be added the accommodation
available on “A” Deck not detailed in the plans, but it may be assumed
providing about 150 first-class accommodations, making a total passenger
accommodation of 743 or thereabouts.
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NOTES AND COMMENTS

BRITISH COLUMBIA HISTORICAL ASSOCIATION

The annual meeting of the British Columbia Historical Association was held in
the Provincial Library on Friday evening, January 20, 1956, with the President,
Mrs. A. D. Turnbull, in the chair and over seventy members present, including
representatives from the Vancouver, Nanaimo, West Kootenay, Boundary, Gulf
Islands, as well as Victoria, Sections of the Association. Special guests of the
evening were Mr. E. G. Russell, Naval Historian, and Commander H. C. Little,
officer in charge of the Naval Museum at Esquimalt.

After welcoming the guests and members, the President called for reports from
the various Sections, which were presented as follows: Victoria, by Mr. R. B.
Potter, Past Chairman; Vancouver, by Mr. Bruce Ramsay, Secretary; West Koote
nay, by Mr. J. H. Armstrong, Chairman (read by the Secretary); Nanaimo, by Mr.
William Barraclough, Chairman; Boundary, by Mrs. Rupert Haggen, Secretary;
East Kootenay, reported verbally through Mr. Willard E. Ireland; Gulf Islands, by
Mrs. John Freeman, Chairman. The reports indicated that the Association had
experienced a year of action and that there was a growing interest throughout the
Province in matters historical. Mr. Ben Hughes, representing the Comox Valley
Historical Society, was present and reported on the activities of that society.

The minutes of the previous annual meeting were read and adopted. The Asso
ciation was brought up to date on the plans in progress for the celebration of the
centenary of the gold-rush in 1958 and on the organization of a Provincial Historic
Sites and Monuments Board. In connection with the latter, particular concern was
expressed over the preservation of Barkerville as typical of the Cariboo gold-rush.
Highlights mentioned in the President’s report were the formation of the Gulf
Islands Section in July and the incorporation of the Rossland Historical Museum
Association in March. In addition, she reported the interest she found in the work
of historical associations in the course of her visits to many parts of the Province.
A tribute was paid to the late Burt R. Campbell, for so many years prime mover in
the Kamloops Museum Association. The President recommended the issuance of a
local history news-letter, which suggestion was subsequently endorsed and author
ized by the 1956 Council.

The regrets of the Treasurer at her inability to be present were read, and her
report was presented by Mr. Willard E. Ireland. While it showed a bank balance
of $1,356.09, it was pointed out that the Quarterly assessment for 1955 had not yet
been deducted. Despite the fact that the Fort St. James Section had become in
active during the year, the membership remained much as the previous year,
standing, at the closing of the books, at 460, of which 104 were affiliated through
the Victoria Section, 126 through the Vancouver Section, 22 through the West
Kootenay Section, 27 through the Boundary Section, 29 through the Gulf Islands
Section, 28 through the Nanaimo Section, and 110 members at large. The Editor
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of the Quarterly in presenting his report thanked the members for their patience at
the delay in publication. It was pointed out that 144 delinquent members immedi
ately renewed when the 1953 issues became available and that the distribution of
the 1954 issues exceeded 700, an all-time record for the Association. Major F. V.
Longstaff distributed the thirty-third annual report of the Marine Committee in
mimeographed form. Its adoption was approved and appreciation tendered Major
Longstaff for his long years of devoted service. Projected amendments to the con
stitution were submitted for information only, the necessary steps to secure consent
to be taken early in the new year.

The Presidential address was entitled Some Old Mines Revisited. Mrs. Turn-
bull dealt with the beginning of mining activity in the Kootenay country. She had
visited many of the abandoned sites and took coloured photographs, which were
shown to the meeting, adding greatly to its interest. Her story began with the
advent of the placer-miner on the Pend d’Oreille River in 1855 that resulted in the
opening of Fort Shepherd in 1856. The Wild Horse Creek excitement of 1863—64
was also dealt with, and then attention shifted to the hard-rock miner, beginning
with the story of the Bluebell mine on Kootenay Lake. The building of the Pilot
Bay smelter in 1895 and subsequent activity in the region was outlined. Moving
on to the Rossland area, the speaker recounted stories of the early discoveries there,
beginning with the Lily May in 1887 and the great strikes on Red Mountain in
1890, leading, as they did, to the development of the important metallurgical
industry based on the Trail smelter.

Following the address, the report of the scrutineers was presented, a total of
173 valid ballots having been returned. Mr. H. C. Gilliland moved a vote of
thanks to the President and her Council for the work accomplished in 1955.

Immediately at the close of the meeting the newly elected Council met and
transacted a heavy agenda of business, including the decision to produce a local
history news-letter. The following officers were elected for 1956:—

Honorary President - - - -

President - - - - -

1st Vice-President - - - -

Honorary Secretary - - - -

Honorary Treasurer - - - -

Members of the Council—
Captain Charles Cates.
Mr. F. M. Etheridge.
Dr. John Goodfellow.

Councillors ex officio—
Mrs. A. D. Turnbull, Past President.
Mr. J. K. Nesbitt, Chairman, Victoria Section.
Mr. Norman Hacking, Chairman, Vancouver Section.
Mr. William Barraclough, Chairman, Nanaimo Section.
Mr. James Armstrong, Chairman, West Kootenay Section.
Mr. W. A. Burton, Chairman, East Kootenay Section.
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2nd Vice-President -

Hon. Ray G. Williston.
Mr. Russell Potter.

- Dr. W. N. Sage.
Mrs. Rupert Haggen.
Mrs. K. C. Drury.
Miss Patricia M. Johnson.

Mrs. J. H. Hamilton.
Dr. Margaret A. Ormsby.
Mrs. R. B. White.



1956 NOTES AND COMMENTS 129

Mrs. John Freeman, Chairman, Gulf Islands Section.
Chairmen of the Boundary and Fort St. James Sections when elected.
Mr. Willard E. Ireland, Editor, Quarterly.

VIcToRIA SEcTIoN

A regular meeting of the Section was held in the Provincial Library on Thurs
day evening, November 24, 1955. The speaker on that occasion was Mr. Neil
Swainson, of the staff of the Provincial Normal School, Victoria, who presented
an illustrated lecture on Physical Changes in Victoria since Early Days. The
slides, chosen from the collection in the Provincial Archives, illustrated the story
of the tramformation of a fur-trading post into a modem city. Mr. R. A. Wootton
thanked the speaker for an interesting and pleasant evening.

The annual meeting of the Victoria Section was held in the Provincial Library
on Thursday evening, December 15, with Mr. R. E. Potter in the chair. Reports
were presented, that of the Treasurer indicating a satisfactory financial condition,
with an increase in membership over the previous year. The new arrangement for
the election of the Council for the forthcoming year was implemented with the
presentation of a slate of fifteen nominees by the nominating committee, which was
accepted by the meeting. Arrangements had been made for a showing of the
Section’s special committee on photographing old homes in Victoria. Both black-
and-white and coloured photographs were shown by Mr. Potter, and Mrs. Madge
Wolfenden Hamilton provided an interesting running commentary. Among the
old homes given special attention were: “Fernwood,” the home of B. W. Pearse;
“Bannockburn,” an early home of the Thompson family in Saanich; “Woodhall,”
formerly the residence of Sir Clive Phillips-Woolley and now the home of Mrs.
Herman Robertson; and “Mount Adelaide,” built by Henry Croft, son-in-law of
Robert Dunsmuir, and now the residence of Mrs. 3. S. H. Matson. The apprecia
tion of the meeting was expressed not only to Mrs. Hamilton and Mr. Potter, but
also to Mr. Cecil Clark, Mr. Clifford Banks, and Mr. L. deS. Duke, who had given
so generously of their time in taking the photographs. At the conclusion of the
meeting the new Council met and the following officers were elected for the ensu
ing year:—

Chairman - - - - - - Mr. J. K. Nesbitt.
Past Chairman - - - - - Mr. R. E. Potter.
Vice-Chairman - - - - - Mr. 3. H. Hamilton.
Honorary Secretary - - - - Mrs. G. M. Welsh.
Honorary Treasurer - - - - Miss Maureen Cromie.
Members of Council—

Miss Kathleen Agnew. Mr. F. 0. Hart.
Mr. Douglas Bullen. Major H. C. Holmes.
Mr. G. Coultas. Major F. V. Longstaff.
Mr. A. F. Flucke. Mr. R. P. Wilmot.
Miss K. Graham. Miss N. K. Wyles.
Mrs. J. H. Hamilton. Mr. W. F. Ireland (ex officio).

The first meeting of the Section in the new year was held in the Provincial
Library on February 10, 1956, when the Honourable Thomas Irwin, M.L.A.,
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Speaker of the Legislative Assembly, was the guest speaker. Mr. Irwin chose as
his subject the history of the Speaker in the British legislative tradition and also
dealt with the history of the mace, with particular reference to the various maces
that have been used in British Columbia. The appreciation of the meeting was
expressed by Dr. John Walker. At the conclusion of the meeting Mr. Irwin invited
those present to visit his chambers and to inspect the new British Columbia mace.

At the Section meeting on March 2, held in the Provincial Library, Mrs. J. H.
Hamilton, by request, repeated the showing of slides of old Victoria homes with
commentary that had originally been presented to the annual meeting of the Pro
vincial body. Mrs. K. C. Drury thanked the speaker and also voiced appreciation
of the work being done by this special committee.

On the afternoon of March 24 His Honour the Lieutenant-Governor and Mrs.
Ross received the Victoria Section at Government House, the occasion being the
eighty-fifth anniversary of the appointment of the first Lieutenant-Governor of
British Columbia, Mr. (later Sir) Joseph William Trutch. Mr. J. K. Nesbitt pre
sided and gave a very interesting sketch of the history of Government House.
Mrs. G. M. Welsh then read excerpts from two papers on Trutch—one by his
contemporary, Gilbert Malcolm Sproat, and the other by Mr. John T. Saywell,
who has just completed an exhaustive study of the role of the Lieutenant-Governor
in Canadian government. Mr. Nesbitt read short biographical sketches of the
Lieutenant-Governors of the Province since the time of Trutch. His Honour and
Mrs. Ross both spoke briefly, following which tea was served and a delightful
social hour enjoyed by all present.

A regular meeting of the Section was held in the Provincial Library on April
18, on which occasion Miss Margaret Clay spoke on The History of the Woman
Suffrage Movement in British Columbia. Miss Clay noted that she had found her
research into the subject interesting, inspiring, and amusing, and her address re
flected all three characteristics. To many present it came as a surprise to learn
that this movement had had such active support in Victoria, dating from the visit
of the redoubtable Miss Susan Anthony, who spoke in the El Hambro Hall and
gave Victoria husbands a rather harsh reputation when she stated that Victoria
wives were flogged. Mr. Kenneth Leeming moved the vote of thanks to the
speaker.

VANcouvnR SEcTIoN

A regular meeting of the Section was held on November 20 in the Grosvenor
Hotel, at which time it was announced that Mr. Norman Hacking had been ap
pointed the representative of the Section on the board of directors of the St. Roch
Preservation Society. The speaker of the evening was Mr. James Stirratt Marshall,
co-author with his wife of the book Adventure in Two Hemispheres, who spoke
on the famous voyage of Captain George Vancouver to this coast, using a chart
drawn by one of Vancouver’s officers to trace the route followed. The vote of
thanks was proposed by Rev. F. A. Ramsey, who earlier in the year had officiated
at the annual memorial service for Captain Vancouver held at Petersham, Surrey,
where the great navigator is buried.

The annual meeting of the Section was held in the Grosvenor Hotel on Decem

ber 13, with Mr. W. Erskine Blackburn in the chair. Reports from the Secretary
and the Treasurer were received, and there was considerable discussion of the
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delays in publication of the Quarterly. The speaker of the evening was Dr. C. E.
Borden, of the Department of Anthropology of the University of British Columbia,
who gave an illustrated lecture on recent archnological investigations on the site
of middens at Marpole and Locarno Beach. The scrutineers’ report was received,
and the following officers for 1956 were declared elected:—

Honorary Chairman - - - - Mr. F. G. Baynes.
Honorary Vice-Chairman - - Dr. W. N. Sage.
Past Chairman - - - - - Mr. W. Erskine Blackburn.
Chairman - - - - Mr. Norman Hacking.
Vice-Chairman - - - - - Mr. Bruce Ramsey.
Secretary - Miss Elizabeth Walker.
Treasurer - - -. - - - Mr. Chas. Fish.
Councillors—

Miss Helen Boutilier. Dr. D. L. McLaurin.
Mrs. F. B. Clegg. Mrs. J. S. Marshall.
Mr. R. A. Hood. Dr. Margaret A. Ormsby.
Mr. 0. S. Hugh-Jones. Mr. Noel Robinson.
Mr. D. A. McGregor. Mrs. 0. Joy Tranter.
Mr. W. J. McGuigan. Mr. A. P. Woollacott.

The first meeting of the new year was held on January 17 in the small dining-
room of the Grosvenor Hotel, with the Vice-Chairman, Mr. Bruce Ramsey, pre
siding. He introduced as speaker of the evening Mr. B. A. McKelvie, well-known
journalist and long-time student of the history of British Columbia, who spoke on
many interesting episodes in his forty years of historical research. In 1928 the
journals of Captain James Strange’s expedition to the Northwest Coast were dis
covered in Madras, and there followed a period of painstaking research which led
to the discovery of the actual site where, in 1786, Captain Strange had deposited
a copper cylinder in token of his having laid claim to the territory for the British
Crown. In addition, Mr. McKelvie pointed out that much material still remains
relatively untouched in the Provincial Archives, mentioning the recent discovery
of an important letter by James Douglas which laid down the colonial policy ré
garding the Indians, a significant item being the right of individual Indians to
pre-empt land. Professor Frank Peake moved a vote of thanks to the speaker.

The regular monthly meeting of the Section was held on February 21 in the
Grosvenor Hotel, with Mr. Norman Hacking in the chair. Mr. Bruce Ramsey
presented a report on the annual meeting of the Provincial body held in Nanaimo.
Instructor Commander C. Herbert Little, R.C.N., comasand educational officer at
H.M.C.S. Naden, Esquimalt, addressed the meeting on The History of the Esqui
malt Naval Base and the Work of the New Naval Maritime Museum. Commander
Little traced the evolution of the Esquimalt base from the request by the Royal
Navy to Governor Douglas to provide hospital facilities in anticipation of casual
ties resulting from the siege of Petrapavlovsk during the Crimean War down to its
transfer to the Canadian Government in 1910. He then described in some detail
the new museum, housed in a former barracks block, containing, as it does, articles
illustrative of the marine history of the Pacific Northwest, both mercantile as well
as naval.

10
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At the meeting held in the Grosvenor Hotel on March 13, Dr. W. N. Sage,
British Columbia and Yukon representative on the Historic Sites and Monuments
Board of Canada, spoke on the work of the Board. He took pains to clarify the
division of responsibility between the national and provincial or local marking
authorities. Mr. John Gibbard proposed the vote of appreciation.

The regular meeting of the Section was held in the Grosvenor Hotel on April
24, when Mr. Paddy Sherman, member of the Alpine Club of Canada, spoke on
Historic Feats of Mountaineering in B.C. The speaker had made several expedi
tions into unclimbed regions of the Coast Range and was able to illustrate his
lecture with personal anecdotes and also with coloured slides. It was his conten
tion that the Coast Range of this Province is a mountaineer’s paradise, offering
climbing opportunities comparable to those in the Himalayas, but unfortunately
the rugged terrain through which one has to “bushwhack” before the actual climb
begins has been a deterrent to climbing expeditions. By way of illustration, be
pointed out that it was not until 1925 that the location of the highest peak in the

Province was fixed, and it was not until 1936 that the 13,260-foot Mystery Moun

tain, or Mount Waddington as it came to be called, was climbed. Most of the
peaks in its vicinity still remain unnamed, unclimbed, and unmarked on published

maps. Only 170 air miles north of Vancouver lies the 300 square miles of the

Homathko snow-field—the giant Klinaklini Glacier, 32 miles long and an icefall

3,500 feet long, on Mount Gilbert. The appreciation of the meeting was expressed

by. Mr. W. F. Blackburn.

NANAIM0 SEcTIoN

At the regular meeting of the Section held in November, 1955, Mr. George

Molecey reported that on November 10 the lead capsule containing tape record

ings, film, and pertinent information on the celebration of the centenary of the

arrival of the Princess Royal, weighing 22½ pounds, was sealed in the concrete

plynth. The speaker at this meeting was Mr. Hiram Gough, who related some of

the outstanding events on the water-front in earlier days.

The annual meeting of the Section was held in December, at which the Chair

man read a paper on Dogs That Were Indigenous to the Pacific Northwest Coast.

The Treasurer reported a paid-up membership of twenty-eight and a cash balance

of $12.58. The following officers were elected for the ensuing year:—

Chairman - - - - -
- Mr. William Barraclough.

Vice-Chairman - - -
- Mr. J. Parker.

Honorary Secretary — - -
- Mrs. William McGirr.

Honorary Treasurer - -
- Mr. R. J. Walley.

At the regular meeting of the Section held on February 21, 1956, the speaker

was Mr. Willard F. Ireland, Provincial Librarian and Archivist and more recently

appointed Honorary Secretary of the British Columbia Centennial Committee. In

the course of his address, Mr. Ireland outlined the preliminary planning under way

for the centennial celebration in 1958, explaining the various sections of the Bill

recently passed by the Legislature and mentioning briefly such special projects as

the restoration of Fort Langley. The main portion of his address dealt with the

historical reasons for the decision to celebrate the centennial of 1858. It was the

year of transition, when the old fur-trade economy suddenly gave way to a mining
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economy. It was also the year of potential danger, for thousands of restless gold-
seekers were on the Mainland in advance of the establishment there of legitimate
British jurisdiction. He also pointed out the effects on Vancouver Island of the
in-rush of the miners in 1858.

WEST K00TENAY SEcTIoN

As part of the festivities in connection with the unveiling of the plaque to the
metallurgical industry at Trail, erected by the Historic Sites and Monuments Board
of Canada, the Section sponsored a public meeting on November 18, 1955, at which
the speaker was Dr. Walter N. Sage, Professor Emeritus of History at the Univer
sity of British Columbia. Dr. Sage spoke particularly of the way in which geology
and geography had shaped the development of British Columbia. Except for the
north-eastern section of the Province, British Columbia is largely made up of
mountain ranges with intervening trenches and valleys and upland areas. Running
generally, as they do, in a northwest-southeast direction, the mountain ranges made
the Province almost impenetrable from the west, and as a consequence the fur
trade began with a penetration from the north-east. The advent of the gold dis
coveries forced the abandonment of this approach and necessitated the develop
ment of new routes from the south-west, undertaken at great expense and involving
tremendous difficulties. The Cariboo Road and the Dewdney Trail were typical of
the new approach and demonstrated the hazards to be overcome. Even before the
coming of the white men, geography had influenced settlement, for the Fraser
River delta and the Lower Mainland had received the heaviest concentration of
Indian peoples. Had the Fraser River not cut through the Coast Range and built
up this rich delta area, Vancouver might yet be a mere fishing village. The present
pattern of heavy population concentration reflects the same influence as in the pre
settlement days. The economics of the fur trade permitted adjustment of the dic
tates of geography more readily than did mining and, later, industrial economies.
Similarly, when the mineral wealth of the Kootenay country was realized and came
to be developed, the isolation from the coastal area resulted in its initial develop
ment stemming from American people and interests who had no mountain ranges
to pass.

The first meeting in the new year was held on February 3, 1956, with the
recently elected Chairman, Mr. Gordon German, presiding. The speaker was Miss
Hazel Hill, who chose as her subject The History of Keremeos and the Similka
meen Valley. The Indians inhabiting this area were a branch of the Interior Salish
and spent most of their life in search of food. At first they resisted the coming of
the white man but gradually learned farming from him. After the Hudson’s Bay
Company was forced to withdraw from the adjacent American territory, new posts
and trading establishments were built in British Columbia, and between 1860 and
1862 old Keremeos post came into existence. Later it was moved to the bench
above the present town of Keremeos in order to be closer to the Dewdney Trail
and became known as Similkameen. Sometime after 1871 the post was bought by
Barrington Price and, despite many changes of hands, the old building still survives
as a farm house. Barrington Price built a grist-mill on Keremeos Creek in 1877,
and although operation ceased in 1896 the building still stands. One of the more
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famous pioneer settlers was Frank Richter, who, at the end of the American Civil
War, bought a herd of cattle in Oregon and drove them into the Similkameen,
where to took up a homestead. In this way he began the cattle industry in the
region, and later he pioneered the fruit industry when he planted several fruit-trees
on his farm. With the development of the Nickel Plate mine at Hedley, mining
entered the valley, but neither it nor cattle-raising became as important to the
economy of the area as fruit-raising, which had been greatly enhanced by the
introduction of irrigation and the building of the Great Northern Railway. At this
meeting it was announced that a resolution had been forwarded to the Minister of
Education requesting the establishment of a Provincial historic sites-board.

At a meeting of the Section held on March 12, Mrs. Archie Coombes spoke on
Memories of Rossland. One of her first recollections was the explosion in the
powder-room of the Centre Star mine in 1906 which broke windows all over the
town. She recalled that one of the distinctive features of the town was the whine
and whistle of the Le Roi hoist and the grunting and groaning of the old Shay
engine as it came up the hill from Trail. Winter sports then, as now, were very
popular. Hockey teams from as far away as Butte and Anaconda used to come to
challenge the Rossland teams. Ski jumps were made in the South Belt and also
on Monte Cristo mountain. Each year a big winter carnival was held, and in the
summer Miners’ Union Day, July 16, was also a major celebration, highlighted by
the rock-drilling competitions. It was a pleasant community for the children—
plenty of opportunity to go sliding down the ore-dumps in winter or swimming in
the old Black Bear pond in summer. There was an abundance of wild flowers on
the hills in the spring and plenty of huckleberries to be picked. For even greater
excitement there was always the prospect of a day-long trip on the Red Mountain
Railway to Northport, then a bustling smelter town on the Columbia River just
south of the border.

Mr. J. W. McKay, of Tadanac, was the guest speaker at the April meeting of
the Section, when he spoke on The History of Engineering Development at the
Trail Smelter. Mr. McKay described the beginnings of the Trail smelter when

A. F. Heinze entered into a contract with the Le Roi Mining Company of Rossland
to smelt 75,000 tons of Le Roi ore and formed the British Columbia Smelting and
Refining Company, by which construction of a smelter at Trail was begun on Sep
tember 13, 1895. Construction was completed in January, and on February 1,
1896, the first copper-furnace began operation, and by April the first copper matte
had been shipped to Butte, Montana, for refinement. It was not until January 9,
1906, that an amalgamation of the properties occurred under the name of the
Consolidated Mining and Smelting Company of Canada Limited. He also de
scribed the changes which have taken place in the handling of materials which
originally involved hand-labour but which is now almost completely mechanized.
He also drew attention to the complete lack of smoke and fume control in the very
early days when the ore was roasted on piles of cordwood in large heaps in the
open and the smoke drifted away at ground-level. The first supply of water for the
smelter was secured from Trail Creek, and later Stoney, Rock, and Murphy Creeks
were connected by wooden flumes, which were in operation until 1905, when the
first pipe-line from Rock Creek was installed. Water began to be pumped from the
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Columbia River in 1910. Power at this time was supplied by steam-boilers. The
first hydro-electric power plant was constructed in 1897. In 1899 the West Koote
nay Power and Light Company’s transmission-line was completed to Smelter
Junction.

GULF ISLANDS SacrioN

A regular meeting of the Section was held in the Community Hall, Saturna
Island, on November 6, when Mrs. Mabel Foster read a paper dealing with the
early days of Mayne Island, mentioning such events as the erection of the light
house and the building of the church and the first jail. Mrs. J. B. Bridge, of Pender
Island, also read a paper on the early settlers of that island as compiled by the late
Alexander Hamilton.

During the winter no further meetings were possible, but on April 6 members
from all the islands except Mayne gathered at the home of Mr. and Mrs. Herbert
Spalding, Little Bay, South Pender Island. It was to Little Bay on November 4,
1889, that Arthur Reed Spalding had brought his bride after a wedding ceremony
performed in the old Warburton Pike house on Saturna Island. Their new home
had been built by John Beddis, of Saltspring Island, and here the couple remained
until the death of Mr. Spalding in 1932. At this meeting particular attention was
paid to Saturna Island, for papers had been prepared by Mr. Cowan and Mrs.
Arthur Ralph, a daughter of James Georgeson, pioneer lighthouse-keeper on the
island.

BOuNDARy SEcnoN

The first general meeting of the Boundary Section in 1956 was held in the
Province Hotel, Grand Forks, on April 11, with Mr. Leo Mader in the chair.
Reports were received regarding the condition of the historic trees at Midway, and
Mrs. Rupert Haggen gave a summary of the annual meeting of the Provincial body.
The election of officers for 1956 was conducted, with the following results:—

Chairman - - - - - - - Mr. Leo Mader.
Secretary-Treasurer - - - - - Mrs. W. J. Zoellner.

WHITE Rocic SaciloN

In. October, 1955, the Provincial Librarian and Archivist, Mr. Willard E. Ire
land, was invited to speak to a meeting sponsored by the White Rock and District
Board of Trade, at which he gave a fascinating and humorous account of some of
the earlier days of British Columbia. At this meeting the desirability of organizing
a historical society in White Rock was discussed, and on November 28 an organiza
tional meeting was held in the Public Library, at which the following officers were
elected:—

Honorary Chairman - - - - Mr. W. F. Johnson.
Chairman - - - - - - Mr. John Buckley.
1st Vice-Chairman - - - - - Mrs. 3. Ormsby Lee.
2nd Vice-Chairman - - - - Mrs. A. Price Atkinson.
Secretary - - - - - - Miss Alice Hockin.
Treasurer - - - - - - Mr. Ray Stewart.



136 NOTES AND COMMENTS Jan.-Apr.

Councillors—

Mr. A. Price Atkinson. Mrs. V.A. McPherson.
Miss Dorothy Lamb. Mr. Don Munro.

On January 30, 1956, a petition requesting recognition of this society as a
section of the British Columbia Historical Association was forwarded to the
Council of that organization and duly approved.

KAMLOOPS MUSEUM ASSOCIATION

The annual meeting of the Kamloops Museum Association was held in the
committee room of the City Hall on Friday evening, January 27, 1956, with the
President, Mr. J. 3. Morse, in the chair. As indicated by the reports presented,
the year had been very successful, particularly in a monetary sense, thanks to the
generous support afforded by the City Council. The paid-up membership of the
Association was only fourteen, of whom seven took an active part in the operation
of the museum. During the year a paid attendant, Mrs. M. Candido, was on duty,
and 5,500 persons signed the register. In addition, a considerable number of
school classes visited the museum. The Treasurer’s report, as audited, showed a
balance on hand of $468.41.

The report of the Photograph Committee showed that over 6,000 photographs
were in the collection, of which about one-third had been catalogued. Recent
major additions had been the collections of 3. H. Clements, the late R. M. Clemit
son, and the Women’s Institute at Knutsford. The natural history report indicated
that fifty insect specimens had been acquired, as well as a fine specimen of the
native rattlesnake. During the last three years seventy specimens of flowering
wild plants were collected, and these are now being identified and mounted for
exhibition. The Indian Artifacts Committee also reported additions to the anthro
pological exhibits.

The President’s report paid particular tribute to the late Burt R. Campbell,
who began the picture collection, to David Power, who provided the first home
for the museum and gave much of the pioneer material, and to T. S. Keyes, who
started the natural history collection. Together they worked out plans for a build
ing and dreamed that some day it would become a reality. Now their dreams are
about to be fulfilled, for the by-law providing for a new library-museum building
on the old site was overwhelmingly endorsed by the citizens of Kamloops. Space
is also to be provided in the new building for the Board of Trade and the Tourist
Bureau. It is anticipated that the new building will be completed by the fall of
1956, and in the meantime temporary accommodation has been procured. It was
much to be regretted that Burt R. Campbell, a former Chairman and keen advo
cate and diligent worker in the museum, had passed away during the year.

The election of officers for 1956 resulted as follows:—

Honorar.y President - - - - - Mr. Bob Pinchbeck.
President - - - - - - Mr. J. 3. ;Morse.
Vice-President - - - - - - Mrs. Earle Lehman.
Secretary-Treasurer - - - - - Mrs. David •Arnott.
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Committee Chairmen—
Indian Artifacts - - - - - Mr. J. J. Morse.

Mrs. E. Lehman.
Photographs - - - - Mr. B. Pinchbeck.
Natural History - - - - Mr. David Arnott.

Mr. R. A. B. Cragg.
House - - - - -

- Mr. A. H. Child.
City Council Representative - - - - Alderman T. J. O’Neill.

NEW WESTMINSTER HISTORIC CENTRE

At the annual meeting of the New Westminster Historic Centre held early in
January, 1956, the following officers were elected for the year:—

President - - - -. - - Mr. H. Norman Lidster.
1st Vice-President - - - - Mr. Leslie T. Higham.
2nd Vice-President - - - - Miss Janet Gilley.
Secretary-Treasurer - - - - Mrs. S. H. Young.
Curator - - - - - - Mr. S. H. Young.

During the year considerable progress was made in expanding the work of
.refurnishing and renovation, particular attention being paid to the dining-room.
All windows throughout the house have been dressed. Many additions have been
made to the collection of period gowns and costumes. The Dufferin coach has
been completely renovated and a new coach-house built in the lower garden to
permit its proper display. A sterling-silver spoon, with an engraving of Irving
House upon it, was produced and is being sold as a souvenir, the proceeds being
turned over to the House. A number of interesting exhibits have been added by
donation, including many old photographs. Tape recordings are being made of
interviews with pioneers of the city and retained on file in the House. The guest
register showed a marked increase in attendance over the previous year, more than
1,900 having signed it. In addition, school tours were arranged and many organi
zations took advantage of the facilities offered by the Centre for meetings. “Open
house” was observed twice: on July 16 the birthday of New Westminster was
commemorated with the reading of the Proclamation by Alderman J. L. Sangster,
and on November 20 when the Provincial Librarian and Archivist, Mr. Willard E.
Ireland, spoke in connection with. the Douglas Day commemoration. The booklet
descriptive of the House is now in its third printing.

INDUSTRY AT TRAIL MONUMENT

On Saturday afternoon, November 19, 1955, a large audience was in attend
ance to witness the unveiling of a monument to commemorate the activity and
contribution of the Consolidated Mining and Smelting Company’s smelter at Trail,
the first historical monument to be dedicated by the Historic Sites and Monuments
Board of Canada to modern industry. In the opinion of the Board the Trail
smelter is of national historic significance in that it is, the largest plant of its kind
in Canada and one of the world’s leading smelters, producing 8 per cent of the
world’s output of lead and zinc and half of the Canadian output of silver, aswell
as considerable amounts of gold, cadmium, and bismuth.
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Dr. C. H. Wright acted as chairman for the ceremony, and in his introductory
remarks pointed out that often the work of pioneers is neglected and that this
monument would serve to remind us of our heritage and stimulate us to even
greater efforts. The invocation was pronounced by Rev. J. M. Young, president
of the Trail Ministerial Association. In the absence of Mayor E. G. Fletcher,
the civic honours were performed by Alderman George Rennison. The Honour-
able R. E. Sommers, Minister of Lands and Forests and Minister of Mines, brought
the official greetings of the Provincial Government and stressed particularly the
record of achievement in research that the company had built up. Short addresses
were also given by Mr. H. W. Herridge, M.P. for Kootenay West, and Mr. J. A.
Byrne, M.P. for Kootenay East.

The unveiling was performed by Dr. Walter N. Sage, British Columbia and
Yukon representative on the Historic Sites and Monuments Board of Canada. In
his address Dr. Sage traced the history of the Kootenay country from the time
when gold first brought the prospectors and miners to the country 100 years ago.
Mr. R. D. Perry, general manager of the Consolidated Mining and Smelting Com
pany of Canada, traced the history of the company itself and paid particular trib
ute to the pioneers in the various fields of research. The band of the Trail Branch
of the Canadian Legion was present for the ceremony.

The following summary of the development of the Trail smelter is extracted
from a commemorative programme prepared for the event by the company:—

“Gold first brought prospectors and miners to the Kootenays one hundred
years ago when the first placer deposits in British Columbia were discovered at the
mouth of the Pend-d’Oreille River. But it was not until almost the turn of the
century that industrial development in this area had its beginnings. Industry at
Trail may be said to have begun when the first smelting furnace was blown in in
1896. At that time the bullion was shipped out of the country for refining.

“Industry in these early days was supported by the gold-copper mines of
Rossland, the silver-lead mines of other Kootenay areas and a small hydro-electric
power plant on the Kootenay River. This river, with its important power potential,
and the extensive Sullivan lead-zinc orebody at Kimberley held the key to major
growth, and the research work of engineers, metallurgists and chemists turned the
key and opened the way to industrial development.

“In 1902 a lead refinery was put into operation at Trail. This was the first
commercial application of an eletrolytic method for refining lead, the process being
developed here in collaboration with its inventor, Anson G. Betts. The present lead
refinery, with a capacity of 600 tons of refined metal per day, is a direct descendant
of the original Betts plant.

“In 1916, zinc was produced for the first time at Trail. The zinc process, too,
was electrolytic. The pioneer plant had a capacity of 30 tons of zinc per day;
present capacity exceeds 500 tons daily and requires more than 72,000 kilowatts of
electrical energy.

“Further research on the lead and zinc processes has resulted in the commercial
extraction of by-product metals: gold, silver, antimony, bismuth, cadmium and,
more recently, indium.

“The complexity of the Sullivan ore and the associated metallurgical problems
caused the failure of the Marysville smelter early in the century. The difficult
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problem of separating and concentrating the zinc, lead and iron minerals from this
ore finally yielded to the now classic research program undertaken in 1917 which
culminated in the production of commercial concentrates by selective flotation.
This investigation was completed in a test mill at Trail in 1920.

“The solution to the problem of treating the Sullivan ore cleared the path to
expanded operations at Kimberley and Trail, which increased employment and high
living standards in the Kootenays.

“The expanded metallurgical operations at Trail brought into focus a new
problem—the very large volume of troublesome but potentially valuable sulphur
dioxide released to the atmosphere in the roasting of lead and zinc concentrates.
This problem was attacked from two sides. First, the suspension of roasting pro
cess for treating zinc concentrates was developed. This produced higher sulphur
dioxide concentrations in the roaster gas and allowed the gas to be treated directly
for sulphuric acid manufacture. Next, a study was undertaken resulting in the
ammonia absorption process—the first commercial process for recovering sulphur
dioxide from the dilute gases of lead roasting operations.

“The large tonnages of sulphuric acid produced from waste metallurgical gases
and the available supply of low-cost hydro-electric power were the bases of the
chemical fertilizer industry established in 1931.

“Important chemical developments at Trail since that date include the produc
tion of elemental sulphur from metallurgical gases, the Trail hydrogen cell, the
utilization of by-product oxygen and the production of heavy water. As results of
metallurgical research there may also be cited the recovery of tin at the Sullivan
concentrator, the recovery of zinc from lead blast furnace slag, the manufacture of
zinc dust and the experimental production of pig iron from Sullivan iron tailings.
Engineering research is exemplified in the advances made in plant instrumentation,
gas cleaning and fume recovery and electric power transmission.

“The results of research in stimulating the development and use of our mineral
and energy resources are clearly shown by the fact that since the turn of the
century the value, in constant dollars, of the products recovered and derived from
one ton of ore had increased more than six-fold, and power utilization has increased
almost fifty-fold.

“The overall result of industrial development in the Kootenays has been the
healthy growth of the whole area to its present population of about 100,000. Of
particular significance is the sense of pride in national achievement engendered by
Canadian utilization of native energy resources and raw materials in the production
of refined metals and chemical products.”

The inscription on the plague reads as follows:—

This plaque stands as a memorial to the tireless
and successful research of engineers, metallurgists
and chemists resulting in the commercial devel
opment of important mineral resources of Canada.
Here, in 1895, was built a smelter to treat ores
from the nearby gold-copper mines of Rossland.
With the successful development of new processes
for treating complex ores, particularly those from
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the Sullivan Mine at Kimberley, this centre became
one of the world’s great sources of lead, zinc and
silver and later of chemical fertilizers.

CONTRIBUTORS TO THIS ISSUE

James H. Hamilton was the founder of Harbour and Shipping, a marine
journal published in Vancouver which he edited for twenty-five years. He has
contributed numerous articles on ships and shipping and is the author of Western
Shores, a short history of shipping and shipbuilding on the Pacific Coast. During
1939 to 1943 he was Pacific Coast representative on the Canadian Shipping Board.
In addition, he was one of the founders of the Vancouver Merchants Exchange, of
which he was manager from 1920 to 1943.
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Moose Factory Journals 1783—85. Edited by E. E. Rich, with an introduction by
G. p. de T. Glazebrook. London: The Hudson’s Bay Record Society, 1954.
Pp. xxx, 392, xiv. Maps.

Black’s Rocky Mountain Journal 1824. Edited by E. E. Rich, with an introduction
by R. M. Patterson. London: The Hudson’s Bay Record Society, 1955.
Pp. c, 260, xiv. Map and ills.

London Correspondence Inward from Eden Colvile, 1849—1 852. Edited by E. E.
Rich, with an introduëtion by W. L. Morton. London: The Hudson’s Bay
Record Society, 1956. Pp. cxv, 300, xiv. Ill.

These three volumes (numbers XVII to XIX) of the Hudson’s Bay Record
Society taken together illustrate admirably the wide scope of the historical material
to be found in the archives of the Hudson’s Bay Company. For here we find post
journals and inter-post correspondence of the late eighteenth century from the
shores of Hudson Bay; the journals of a company chief trader as he ventures
west of the Rocky Mountains into territory but recently embraced within the
interest of his company as a consequence of the coalition of 1821; and the corre
spondence of a senior official of the company as he visits the vast territory under
its supervision to report particularly on the conditions appertaining in the two areas
where settlement was already taking place. As year by year this rich archival
source becomes available in printed form, researchers are continually reminded of
their indebtedness to the foresight of a commercial enterprise in preserving and
subsequently publishing its own records that are so fundamental to the study of the
history and development of the Canadian West.

For the first time since its inception the Hudson’s Bay Record Society has
turned its attention to the Southern Department or “Bottom of the Bay,” and
published the “journal of the most remarkable Transactions and Occurrences at
Moose Fort” for two consecutive years, October 2, 1783, to September 22, 1785.
Moose Factory, founded in 1673, was one of the Hudson’s Bay Company’s oldest
posts on the Bay and it suffered many vicissitudes, including destruction by fire
and seizure by the French in 1686. It became the principal depot at the foot of
the Bay, and from it were launched many of the attempts to expand inland which
resulted in a network of satellite and subsidiary posts: Brunswick and Frederick
Houses on the river route or water-road to Quebec; Albany post and Henley and
Gloucester Houses on the Albany River; and Eastmain and Rupért House on the
eastern shores of James Bay. It was in this region that the earliest effects of
French cOmpetition were felt, and it was at Albany in 1783 that council met,
following the destruction in 1782 by Laperouse of both Fort Prince of Wales and
York Fort, to consider how best to. carry on the company’s affairs. Many of the
difficulties were resolved by the Treaty of Paris, signed in September, 1783, which
brought peace to the Bay and the opportunity to restore both buildings and trade.

British Columbia Historical Quarterly, Vol. XX, Nos. 1 and 2.
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But that same year also saw the organization of the North West Company, which
was to continue the Montreal rivalry to the monopoly of the Hudson’s Bay
Company.

John Thomas was in charge of Moose Factory during 1783—85, so it is through
his eyes that we can see the life of the post. Inevitably there is something
monotonous about a post journal with its reports on the weather, the disposition
of the men, the state of the food-supply, the arrivals and departures, and the
conduct of the trade. No doubt monotony was a serious problem, but through
the journals one detects the existence of other more pressing problems and con
cerns—survival, transportation, relations with the Indians, and the rivalry with the
“pedlars.” Less prosaic are the letters between Thomas and his colleagues at the
subsidiary posts, which correspondence forms more than half of the contents of
this volume. In addition to the short but extremely able introduction by G. P.
de T. Glazebrook, whose knowledge of transportation as a factor in the Canadian
economy made him a natural choice for the task, the appendices also contain
information on the history of the posts in the Southern Department, biographical
sketches of the leading personnel at these posts, and a copy of the standard of
trade for Moose Factory for 1784. Of particular interest, too, are the facsimile
reproductions of three plans by Samuel Hearne—for Albany and Moose Factories
in 1774 and Eastmain or “Slude River.”

To students of British Columbia history and, indeed, possibly to the general
reader, Black’s Rocky Mountain Journal, 1824, will prove the most interesting of
the three volumes under review. In the two journals “of a Voyage from Rocky
Mountain Portage in Peace River to the Sources of Finlays Branch and North
West Ward,” the day-to-day record from May 13 to September 28, 1824, of one
of the most remarkable exploits on one of the most difficult of British Columbia
rivers has been printed. It is the narrative of an exploring expedition in the Cas
siar District, the remote upland in which the Stikine, the Finlay, and the Liard
Rivers take their rise and which to-day, more than a century and a quarter later,
remains almost as remote and inaccessible as it was when Samuel Black first
viewed it.

The selection of Mr. R. M. Patterson, of Sidney, B.C., to write the introduc
tion was a most happy one, for his intimate knowledge of the terrain and the route
covered by the expedition served him well. Moreover, it is obvious that he was
much impressed by Samuel Black, for, in consequence, through painstaking re
search he has written what at the moment is the most complete biography yet
available. Born in 1780, Black came to Canada in 1802 as a clerk in the X Y
Company. Two years later, when that company joined with the North West Com
pany, he was sent to serve in the Peace River country. In the Athabasca District
and at lle-a-la-Crosse, Black offered particularly strenuous opposition to the Hud
son’s Bay Company, and his career after the union of the companies in 1821
throws interesting sidelights on the difficulties inherent in that union. Full details
of Black’s service in the company are to be found in the introduction, including
his unfortunate murder at Fort Kamloops on February 8, 1841.

For years, credit for the exploration of the Finlay River had been given to
John Finlay, but now it has been rightfully re-established in favour of Samuel
Black. The official copy of his journal used in this publication reposed in the
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London archives of the Hudson’s Bay Company. Mr. Patterson has carefully
tracked down the fate of the three parts of the fair copy from which the official
copy had been made. It is interesting to note that the portion covering the period
June 30 to July 18 since 1928 has been in the Archives of British Columbia, to
gether with two small note-books in which are to be found an account of Black’s
preparation for his expedition and some field-notes made on the journey.

The original journal consists of 181 closely written folio pages covering a period
of nearly four and a half months. To some it may seem verbose and long-winded,
and at times it is florid in style, but Black had been asked to make a comprehensive
report, and we are the richer for his efforts. He was a man of wide interests, and,
although admittedly untrained, he reported on the geography and geology of the
region through which he travelled as well as on its economic poteniial for the
company. It is not difficult to establish the motives that lay behind this expedition.
Following the union of 1821, the Hudson’s Bay Company felt impelled to under
take explorations if for no other reason than to try to impress the Home Govern
ment. But of even greater significance was the fact that the Athabasca District,
largely as a consequence of the bitter rivalry between the companies in the immedi
ate pre-union years, had become impoverished, and it was imperative that the trade
be pushed into the adjacent untapped and unknown territory. In addition, there
was also the necessity to forestall Russian penetration from the Pacific seaboard.
For the arduous and significant reconnaissance, it is doubtful if a more suitable
leader than Black could have been found in the company’s service.

The party left Rocky Mountain House on the Peace on May 13, 1824. It con
sisted of ten persons—Black, Donald Manson, six French-Canadian boatmen, a
Chippewyan Indian, to act as hunter and interpreter, and his wife. Excellent bio
graphical sketches of these men are to be found in an extensive appendix. They
were, as it turned out, not well selected for the undertaking, for desertions soon
depleted their number and sadly handicapped the whole venture. Moreover, con
ditions in the Finlay River country were unusually bad in 1824, and the expedition
was plagued with heavy rain, high water, snow low on the mountains, cold winds,
and severe frost. By mid-June they had ascended the river beyond its Big Bend;
they pushed on to Lake Thutade, and by mid-July crossed over the divide between
the Finlay and Stikine Rivers. For nearly a month they wandered in the wild
headwaters of the Stikine and on August 13 passed over the divide between that
river and the Liard system. Since July 8 Black and his companions had been
proceeding on foot, and, weary and short of food, on August 17 they made their
farthest camp, on Turnagain River, from whence they began the long trek back to
Rocky Mountain House, where they arrived on September 28.

From the company’s point of view the expedition “having made no discoveries
of importance” was considered unsuccessful, but this should not be allowed to
minimize the importance of Black’s accomplishment. In the intervening years the
region has remained for the most part untouched and undeveloped, and such efforts
at exploration which have been made only confirmed the difficulties that Samuel
Black encountered and overcame. It is of interest to recall that ninety years passed
before the Big Bend of the Finlay was again successfully navigated up and down
by canoe, and then by Mr. F. C. Swannell, B.C.L.S., and three men in 1914. The
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photographs reproduced in this volume give ample evidence of the rugged nature of
the country. To the anthropologist this journal is of considerable significance, for
there are numerous lengthy and perceptive references to the Indians. Black met
and travelled with the Sekani and Thloadinni in their primitive stage before they
had had contact with the white men.

Eden Colvile’s Letters 1849—52 is also an important volume in the Hudson’s
Bay Record Society’s series of publications. For the first time the society has pub
lished material of particular significance to the Red River Settlement. In reality
two sets of correspondence have been made available—the official letters of Eden
Colvile to the Governor and Committee of the Hudson’s Bay Company and his
letters to Sir George Simpson, the latter having been included in an extensive
appendix.

Eden Colvile, the son of Andrew Colvile, Deputy Governor of the Hudson’s
Bay Company, was born in 1819, and at the age of 25 had been sent to take charge
of the Beauharnois seignory by the London Land Company. From 1844 to 1847
he held a seat in the Legislative Assembly of Lower Canada. In 1849 he was
appointed Governor of Rupert’s Land, with the intention that he should reside in
the Red River Settlement and act in the absence of Sir George Simpson. As a
prelude to assuming these duties, it was arranged that he should travel across the
continent with the annual brigade, visiting the widespread operations of the com
pany. These were the circumstances that brought so important, though youthful, a
representative of the company to winter in the Pacific Northwest in 1849—50.

For Vancouver Island and for Fort Victoria in particular, this was a particu
larly important period. The formal grant of the Colony of Vancouver rsland to
the company had just been completed in January, 1849, and- the administrative
procedures necessary to deal with this new situation were only in process of estab
lishment. In addition, the readjustment of the affairs of the company necessarily
arising from the loss of the Oregon country by the boundary decision was under
way. Although only a dozen or so of the letters reproduced were written from
either Fort Victoria or Fort Vancouver, they are, none the less, very interesting,
containing, as they do, a careful analysis of the present condition and future pros
pects of the company by one who was well qualified to observe and to comment.

The western visit was, in reality, incidental to the main purpose of Colvile’s
assignment. The impact of the colonization of Vancouver Island on the fur trade
was not viewed with too much alarm, but in the Red River Settlement the situation
was acute. For several years the Settlement had been torn with strife, arising
principally from the question of free trade in furs. The Sager trial, the demand for
representative government, the challenge to the Charter led by Alexander Isbister
were all symptomatic of the new spirit stirring in Red River, accentuated no doubt
by the developments in the adjacent American territory. The company, fully aware
that its administration of the territory was under careful scrutiny by the Colonial
Office, had sought to ameliorate conditions by the appointment of Major W. B.
Caldwell as Governor of Assiniboia. His problems were many, and, in the end,
thanks largely to the Foss-Ballenden scandal, his efforts were stalemated and
government had all but collapsed. This was the situation which confronted Colvile
when he arrived at Fort Garry in August, 1850. While he did not solve the prob
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lems of the Settlement, by his patience, his tact, his firmness, and his sympathetic

understanding Colvile was able to create the peaceful environment in which the
settlers could begin to work out for themselves the difficult compromises that had
to be effected.

Professor W. L. Morton has written an excellent and lengthy introduction which
is in itself a precise history of Red River Settlement in its crisis at mid-century. The
inclusion of a detailed bibliography is a new, and welcome, addition to the editorial
practices of the Record Society. The correspondence, however, really speaks for
itself and reflects admirably the stature of its writer, for Colvile returned to Eng
land in August, 1851, and became Deputy Governor of the company in 1871 and
its Governor from 1880 to 1889.

All three volumes are up to the usual high standard of editorial perfection and
book craftsmanship that has come to be automatically associated with the publica
tions of the Hudson’s Bay Record Society.
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