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PREFACE

Frem the beach in é Rhode Island seaside toWn, I‘ watched cargo vessels, tugs, and
barges_ leave Long Island Sdund and head northeast towards Providence, the Cape Cod
Canal, or off to pointé fﬁrther rerﬁoved, limited only by a young boy’s imagination. Net
twen;[y miles éWay, Mystic ,Seape'rt Museum had preserved three vessels from the age o£ :
sail, including the last wooden \;\;lealeship remaining in the world. Between these two
poles, I grew up surroundéd by both the contemporary and antiquarian maritime worlds.

My hometown was made ;Jp of villages of ,shingle-style homes, tourist eottages, a
honky-tonk of oceanfront bars and carnivalesque amusements,:a_pérk desigﬁed by
Frederick LaW ,Olmstead associate Warren Manning, stretches of unspoiled barrier
beaches and ealt, ponds, an industrial river that grew into an estuary, end finally, -
sufrounding the safe harbor of Little Narragahsett Bay, a quaint village made up of
cmndbiing‘ grand hotels, Colonial and Classical Revival homes, and, despite what folks on

’ Martha’stineyard say, the oldest carousel in the Urﬁted States. ” That Westerly, Rhode
Island, was one of the few places on the East Coas‘t to watch the sun set over the water
onlyv added to  its charms. - | ' .

The Great New Ehgland. Hurricane of 1938 truly devasta;ced the area; bﬁt the sea
had entelzred}vitsp'syche even‘ befqre that‘;' ‘;her‘e ‘remained—in the decoration of houses,
hotels, aﬁd bars, in street néfnes, in‘the rﬁuseums, ad\./ertising,‘touris'm,. and especially,
living in the memories of people—elements that resonated beyond ‘ehose modern cargo

carriers leaving New York and Port Elizabeth, Bridgeport, and New Haven. Surrounded

ix
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by so much of the modern maritime world of the 1970s and 1980s, I found that what
people instead remembered as fact were heroic tales; something more along the lines of
the museum down the road than the view from the beach.

This project is my attempt to reconcile those visions.

—GM.G.
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ABSTRACT

THE MARITIME REVIVAL:
ANTIMODERNITY, CLASS, AND-CULTURE, 1870-1940 -

by -
Glenn Michael GraSso

University of New Hampéhire, May, 2009

BetWeen 1870 andv 1940, Arhericans redeﬁned’their perce‘ptio‘ns, ideas, and
cultural meanings of seafaring uﬁder sail. The Maritirﬁe Revival—}a ’cultura_l' -
phe'nomehbn that took the erkaday nineteenth-century maritirﬁe world and léonve'-rted it
into Van afchetypiéal exercise in essential Americanism—seléctivély picked stories, O
symbols, and specific liféstyles and elevafed them to heroic status. Part of larger

: nineteeﬁth-century reQiValism, the Maritime Revival creafed an irﬁa_ge of seafaring that
was a small subset of fhe entire e%periehce-as-lived. By\ the 1930s, Americans .
recognized a heroic, but lost, golden age of sailing ships that did not correspond to fhe
maritime world that had once been a uBiquifous part of American lifej

This dissértatidri draws on American tonnage statistics, the writings of adventure- )

seeking ybung sailors, ‘Visiiél"artsr;'andi maritime preservatiop movements to illufninate L
how and why'the‘ Maritime .Re._Vivai developed and matured between the Centennial and
World War II. |

A conservative group of old-stock Americans believed seafaring represente.d ,

essential American cultural values, andvincorporated its symbols and aesthetics into a

XV
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heritage movement. If initially engineered by eastern elites to irnsulatev themselvés from
social changes, the Maritime Revival’s redefined image of seafaring appealed to middle-
and working-class Americans. Many rcsponded eﬁthusiastically, and used it to
participate in a culture cast as essentially Americén and patriotically fimportant. Popular
art, literature, historic ships, and museums celebrated square-;iggefs, and the romahce
and sublimity of the oceans. A variety of cultural forfns, from fine arts to kitsch and
advertisemehts, diffused the ideas of the Mafitime Revival throughout American culture
to people of all social classes. |

Not every piece of cultural output associated with ships and the sea, nor every
aspect of contemporary maritime industry, nor every mariner, were part of the Maritime
Revival. Some Americans embraced modernizing marine worlds, but Maritime
Revivalists looked backwards to lament a passing era ‘and acted to preserve the material
and intellectﬁal ‘culture of seafaring’s past. In so doing, they helped ease their own
‘transition into the modern world, and created popularized images of sailors, ships, and
lifestyles that profoundly influenced how Americané remembered the maritime past for

most of the twentieth century.

XVvi
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INTRODUCTION
IMAGINING MARITIME HISTORY

Americans at the turn of the twenty-ﬁrét century think they know something about
maritime history. From Errol Flynn to Johnny Depp, Tfeasuré Island to “Gilligan’s -
Island,” Patrick O’Brian to Popeye, and Old Spice advertisements to Jimmy Buffet songs,

~ they have been fed a steady diet of tales, téxts, images, characters, and popular historieg.
From these, most contemporary Americans have gieane_d that sailors were not only white
men, but iron men on wooden ships, that sqﬁafe-rigged sails were the propulsion 0f '
choice before the decline of the marit_ime tpades, éﬁd that pirates were not murderous,
rapacious thugs, but instead Robin-Hood figures of proto-socialists. Similarly, sailing
routes were all transoceanic, whether Géld Rush ships sailing to California, Atlantic
packet trading, bold naval engagements, fhree-year whaling trips, voyages of exploration,u
slaving—th¢ list goes on.' Whgn change did occur, it merely coﬁvertéd'the iron fnen to

yachtsmen, the speedy tea clipper races to America’s Cup Races, and the ordinary

' See Daniel Vickers, “Beyond Jack Tar,” William and Mary Quarterly, 3" series, 50, no. 2 (April 1993):
418-424; Basil Lubbock, The Down Easters: American Deep-Water Sailing Ships, 1869-1929 (Boston:
Charles E. Lauriat Company, 1929); Allan Nevins, Sail On: The Story of the American Merchant Marine
(New York: United States Line Company, 1946); Marcus Rediker, Between the Devil and the Deep Blue
Sea: Merchant Seamen, Pirates, and the Anglo-American Maritime World, 1700-1750 (Cambridge, UK:
Cambridge University Press, 1987); Samuel Eliot Morison, The Maritime History of Massachusetts, 1783-
1860 (Boston: Houghton Mifflin Company, 1921); James Delgado, To California by Sea: A Maritime
History of the California Gold Rush (Columbia, SC: University of South Carolina Press, 1990); Robert H.
Patton, Patriot Pirates: The Privateer War for Freedom and Fortune in the American Revolution (New
York: Pantheon Books, 2008); Ian W. Toll, Six Frigates: The Epic History of the Founding of the U.S. -
Navy (New York: W.W. Norton and Company, 2006); and Eric Jay Dolin, Leviathan: The History of
Whaling in America (New York: W.W. Norton and Company, 2007).
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‘seamen in one’s family tree into Sea-Captain ancestqrs. These epistemological devices
| helped Americans engage with their maritime past, and they Wer¢ all created by wealthy,
“educated, and usually urban upf)er-class Americans in the eastern cities in the late
nineteenth and early twentieth centuries. By drawing on the_mafitime past and its
symbols, these eastern élites tried to establish their own cultural standards of taste and |
distinction as inherently Afnericah. Examining» the cultural constructions of seafarihg |
Jcreated‘between_ 1870 and 1940 and exploring the reasons behind their creaﬁoh re\}eals
‘how Americans redefined their perceptions, ideas, ahd cultural meanings of seafaring
. ﬁnder sail in a relatively brief period of time. The Mariti.mc Revival, a cultural
p};choméﬁon that took the workaday nineteenth-century maritime world and vco-nverted it
into an aréhetyi)ical exercise in essential' Afnériéanisni, selé_ctively picked stories,
symbols, and Speciﬁc lifgstylcs and elevated therh to heroic status.
The Mafitime Revival succeeded as épreservation movement because it saved
~both maritime material culture aﬁd the idea that seafaring was central to American
~ national identity. Maritime Revivalists rescued historic ships aﬁd championed
disappeafing preir'ldustrial‘lifestyles. They helped popularize m:clritime images and
literature, provided thaf fhese works represented the accepted storyline that -
acanwledged seafaring’s essential American values. Maritime Revivalists also used the
seiective application of maritime heritage to address present‘ and future éoncefns about a
changing United States at the end of the nineteenth ceﬁtury. But'in so doihg, their efforts
built a carefully circumscribed vision of the actual maritime experience-as-lived.
This project proposes thét from about the Centennial to the Second World War,

certain wealthy, white Americans utilized the maritime past as a means to maintain their
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position in the social order, insulate themselves from social .change; sustain their cultural
heritage, and influence mass culture’s tastes during a period of répid and dislocating flux
resulting from immigration, industrialization, .urbanization, economic downturn, aﬁd war.
Some Americans, whether artists, intellectuals, or busiﬁessmen, embraced progress and'
were less troubled by the modem nation énd plural‘ society developing around them.
Others retreated into the past because presen‘; and futﬁre l.ook‘ed bleak. According to

" some of our most capable historians, late ‘ninet‘eenth‘ centﬁfy Ameriéans were eifher
searching for order; ’anxic‘)us overa b_erceived loss of status.', or Iooking backwards to
'vsalve the hurts of ’;he preseht and help ea;se the transitioﬁ inté the modern V\vforld.2 This

project is not a history of the clipper ship era, nor a history of naval deeds. It does nbt
purport to present.an'encyclopedic survey of the American méritime experience from the
, colonial era to fhe modern merchant marine. It is>not a social history of captains or their -
wi{fes, or sailors, or minority contributions tb mafitime industries, nor is it a treatise on

- commercial ﬁshing’s past 6r present problems. Finally, it does not even suggest that the |
maritime experience was anything extraordina‘ry‘to Americans before about 1870.

Whatéyer é_cliolarly interpretation one accepts, between 1870 and 1940,upper-

class Americaﬁs from old-stock families looked to the past to buttress the cultural values
that they saw under attack from rapid social change. Alongside créating cultural
hierarchies of highbrow and lowbrow or reviving-Colonial archetypes in art, architecture,
and literature, many upper-class Americans looked to the maritime past as a vehicle they

could use to stress the importance of a single, essential American culture. Heroicized

? See Robert Wiebe, The Search for Order, 1877-1920 (New York: Hill and Wang, 1967); Richard
Hofstadter, The Age of Reform; From Bryan to F.D.R. (New York: Knopf, 1955); and T.J. Jackson Lears,
No Place of Grace, Antimodernism and the Transformation of American Culture, 1880-1920 (New York:
Pantheon, 1981). ' '
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seafaririg could help educate new arrivals as to correct behavior and a fundamental,
predefined Americanism. It could establish old families’ tastes and aesthetics. Failing '

) ,‘that, the idea that seafaring possessed inherent culrtural values could be used to fight
being overwhelmed by the values of the pol}iglot masses swarming at Liberty
Enlightening the World’s proverbial golden door. This project explorés how a réd,eﬁned
mariﬁm¢ culture was used tb instill values or prop vup‘ what was paésing by keeping it
alive in memory—albeit a _v‘eryr'selective memory. Books, advertising, exhibitions,
museums, and personail experience late in the age of sail all diffused thié perceived
maritime experience through American culture.

The phenomenon was not limited to maritime worlds. Throughoui the late
nineteerith and early twentieth c}enturies, a romantic sense i)f the past was used as a
counterpoint to thé m}odernﬁworld. Appalaéhian culture, the “wild” West, and colonial
lifestyles all offeréd a contrast to a wprld of progress anii modérnity. These idealized
lif'estyles"downi)layed conﬂicvt, poverty, and social inequity, and in so doing, the yalués

| they espoused offered an alternative to the pioblems associated with the growth of
< ' industriill capitalism. If industrialization brought with it sociallfragméniation and skies
choked with coal sinok}e,‘ chémpionin‘g preindustrial life harkened back to an idyllic
pastoral of sqcial cohesion.’ Bilt nostaiigié »for‘ the past was “coeval with modernity
itself,f’ one Harvard culturai theoiist has written, largely because of its ielation)ship with

the present or future. “Fantasies of the past determined by the needs of the present have a

? Jane S. Becker, Selling Tradition: Appalachia and the Construction of an American Folk, 1930-1940
(Chapel Hill: University of North Carolina Press, 1998), 3,4. See also, Simon Bronner, Following
Tradition: Folklore in the Discourse of American Culture (Logan, UT: Utah State University Press, 1998);
and Paul A. Shackel, ed., Myth, Memory, and the Making of the American Landscape Gainesville, FL:
University of Florida Press, 2001).
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** An idealized image of the past could be

direct impact on the realities of the future.
used “as a crucible of reform” by middle class social and cultural reformers in the
Progressive era. “They believed that the practices, aesthetics, and cooperative spirit of
preibndustrvial communities,” according tjo an Appalachian folklorist, “could traﬁsform an
increasingly troubled >societ'y.”5 Between the end Qf the ni_n;eteenth century and the World
War II, material énd intellectﬁal culture frorﬁ many sphéres becarﬁe the foundations for
attempts to construct a generalized American culture. Geographic regions and their
correspondiﬁg culfural texts—from Appalachia to the Mississbippi‘ Delta to the North
Shére of Massachusetts to the American West—all became the places to locate an
authentic Afnerican culture that contrasted with an industrializing world.6 Areas weré
identified by their respectivé regioﬁal enthusiasts, who then experienced the cultures
firsthand and presented their rﬁaterial objects and skills for purchase or display. Their

~ culture was ultimately consumed—either intellectually or materially—by Americans
seeking communion or continuity with the past, a grounding for themselves in a
predetermined f_:ssential American culture, an antidote for industrial capitalist society, a
way to assimilate immigranté, or an opportunity to regain some sense of normalcy for
themselves or their social class in a rapidly changing society. What began as a longing

for the old way of life became a vehicle for reform, and was ultimately transformed into a

* Svetlana Boym, The Future of Nostalgia (New York: Basic Books, 2001), xvi. See also, Michael D.
Clark, The American Discovery of Tradition (Baton Rouge: Louisiana State University Press, 2005).

* Becker, Selling Tradition, 4.

% See Marybeth Hamilton, In Search of the Blues (New York: Basic Books, 2008); Elijah Wald, Escaping
the Delta: Robert Johnson and the Invention of the Blues (New York: Amistad, 2004); Joseph A. Conforti,
Imagining New England: Explorations of Regional ldentity from the Pilgrims to the Mid-Twentieth Century
(Chapel Hill: University of North Carolina Press, 2001); and Dona Brown, Inventing New England:

- Regional Tourism in the Nineteenth Century (Washington, D.C.: Smithsonian Institution Press, 1995).
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consumer commodity by market forces.” In the growing consumer culture, one of the
easiest ways to interact with the past was to purchase pieces of it, whether those pieces
were Appalachian baskets, Currier and Ives lithographs, or ship models. Building an
imagined past around the American maritime experience was an integral part of this
larger revivalist impulse between the Centennial and_ World War iI.

The Maritime Revival was the Work ofa srriaill, upper;elass subset of the.
populatien taking a small slice of the illéiitime,experience-as-lived, and co_nvineing
Americans ef its completeness, value, and sigriiﬁcance. Literati from 'Henry James to
Ralph Paine; }ieritage-brokers William Sumner Appleton, George Francis Dow and
Charles Francis Adams; artists N.C. Wyeth, Charles Patterson, and Heiiry Scott Tuke,
and preservationists Zephania Pease, William Crapo, and Carl Cutler all promoted the
idea of using the maritime experience as a tool to uphold fheir own cultural standards, as
did himdreds of ether lesser-known upper-class Americans who heralded a heroic |
maritime culture of the past. They were all converts to what hist_oriah James Lindgren
has called America’s new “civil religien”: the sentimental heritage of a consecrated past.®
Establishing themselves as trendsetters in art and literature, these eastern elites succeeded

in recasting the maritime world inside a narrow vision of square-rigged sail just as others

7 For more on the commodification and sale of lifestyles or cultures, see Elizabeth Outka, Consuming
Traditions: Modernity, Modernism, and the Commodified Authentic (Oxford, UK: Oxford University Press,
2009); Christine Bold, Selling the Wild West: Popular Western Fiction, 1860-1920 (Bloomington, IN:
Indiana University Press, 1987); and Tim Cole, Selling the Holocaust: From Auschwitz to Schindler How
History is Bought, Packaged, and Sold (New York: Routledge, 1999).

¥ James M. Lindgren, Preserving Historic New England: Preservation, Progressivism, and the Remaking of
Memory (New York: Oxford University Press, 1995), 38. See also, lan Tyrell, Historians in Public: The
Practice of American History, 1890-1970 (Chicago: University of Chicago Press, 2005); and Max Page and -
Randall Mason, eds., Giving Preservation a History: Histories of Historic Preservation in the United States
(New York: Routledge, 2004).
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had selgétively redefined the Colonial and Revolutionary generatic_)ns.9 Mass culture
picked up their ﬁltered imagery and distributed it throughout the United States. Much
like the i‘dealizativon of early American vform_s during the Colonial Revival in arlrchite'cture,
| the 'Maritime Revival utilized»a corrected imagery and sanitized version of the past.A Not
surprisingly, this was more a reflection of their o_ld-stock American culture than an
- accurate representation of the maritimé past-as-lived. One of the first things Maritime
Revivalists did was to create a dichotomy betwéen “the ‘sea’_"ar‘ld “the shore.” By
.establishirvlg a bifurcated experience, one that would havé been unrecognizable to any
- s'et/enteenth- or eightéénthpentury waterman or c;oastal zone dweller, Marititne
Revivaltsts t:reated an exotic constructioh of mariners vand‘th.eir yvorld. Only the most
heroic, white; archly maséulinp playefs were a part of the portrait.

James Lindgrert, an authority on historic presérvatioh and the'remaking of
American memofy, has argue'dthat the “the preservation movement actually went to the
heart of the most contentious issué in the early twentieth century: Whoste culture would
prevail as the nation went through the throes of immigration, industrialization, and
modérnization?” Inherently conservative, the Prt)gressive-era historic preservation -

' rﬁovement and the Cploniél' Revival were at their core a “longing for stability and roots.”
Moreover, the early twentieth century heritage movements were ways to “forgé upper
class solidarity....[which] enabled thetn to preserve class authority.” Old-Stock Arri}erican

cultural values and social class structures would serve to balance an unstable present and

? See Thomas A. Denenberg, Wallace Nutting and the Invention of Old America (New Haven: Yale, 2003);
Geoffrey L. Rossano, ed., Creating a Dignified Past: Museums and the Colonial Revival (Savage, MD:
Rowan and Littlefield in association with Historic Cherry Hill, 1991); Anders Greenspan, Creating
Colonial Williamsburg (Washington DC: Smithsonian Institution Press, 2002); and Richard Handler and
Eric Gable, The New History in an Old Museum. Creating the Past at Colonial Williamsburg (Durham
NC: Duke University Press, 1997). .
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influence an uncertain future by building a usable past. Using the past necessarily
required créating a mythic pictﬁre, one absent any “untidy episodes” that did not fit the
bill. By d¢fermining the appropriate symbols and pertinent material culture, upper-class
“preservationists protectéd materials that made thos¢ [foundational] myths concrete.”
Ultimately, historic preservatioﬁ made cbnnecﬁons between objects—whether a silver
sérvice or historic strﬁcfure%and the esséntieﬂ values from the past. An old house might
appear‘wo‘rthless, but When visitors were toid in “Church, newsbaper, and schoolroom
- that the same home was a symbol of a hearty, brave people,” the material object was
suddenly imbued with an important narrative and a heroic past. Byv connecting matérial 7»
| objects to essential values, OId-Stock Americans tried to impart their»own cultﬁral values
to the majority of Americans. 10 |
- However, this top-down attempt to influence the cultural life of a changing United
States-would not have succeeded without centuries of fertile ground in which to plant the
seeds of revivalism. Ashore, attentidn to the colonial period and Revolutionary
generation blossomed during the Colonial Revival because examples of its architecturev
stili dotted the landscape and the memories of military heroes had been invoked regularly
since the Early Naﬁonal period. Colonial Revival architects and preservation groups
crea‘;ed a commodﬁy———heritage——for which a willing market existed. Since the end of
the R‘evolutionary War,v Americans had been steeped invthe heroic traditions and sacred
memories of that conflict, not the least of which was the deiﬁcatioﬁ of George |
-~ Washington and the concrete example of thé eponymous city rising on the banks of the

Potomac River. Similarly, maritime life was familiar to Americans. They had been

' Lindgren, Preserving Historic New England, 6-10.
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steei)ed in it for even longer. Ships, sailors, and the infrastructure of maritime commerce
were allv features on the ordihary landscape of nineteenth-century daily life. This -
familiarity with seafarihg among in the citizenry made the product being sold by eliteJ
Maritime Revivalists onre acceptable. The architectural Colonial Revival began with
grand Georgiaﬁ Revival homes for the few and ended Wiﬂ’l small cépes for the many. In
like fashion, the Maritime Révival started with the historical membries and syrhbols the‘lt,
an elite group considered impdﬁant. But Americans alfeady familiar with ubiquitoué
S ) ‘ , .

maritime experiences ultiméfely made these symbols their own.

The ¢ff0rts of Maritime Revivalists distorted thé real maritime world—the
experience-as-lived—by softening the abuse, smoothing the rough ¢dges, and v‘ .
homogenizing what was a very diverse set of" scenes and playe}s. Old-stock Americans
saw their culture assaulted on every side—from immigrants-, industry, and the rise of
cities. Men saw their own status Waning in a world that was moving out of the Vic_térian
era.'! Seeking fefu‘.ge{ in the maritime past, they carved out a masculine haven. |
Ironically, as more women became active in Pro gressive-era refoﬁns, they foo heralded
the whitewashed p;)rtrait of the maritime past championed by men."? But it was an

incomplete picture. Women, African Americans, Azoreans, Cape Verdeans, Asians,

Hispanics of a_ll extractions, and the multitude of southern and eastern Europeans who

'!'See Kevin P. Murphy, Political Manhood: Red Bloods, Mollycoddles, and the Politics of Progressive
Era Reform (New York: Columbia University Press, 2008); James Chace, /912: Wilson, Roosevelt, Taft,
and Debs—The Election that Changed the Country (New York: Simon and Schuster, 2004); Clifford

. Putney, Muscular Christianity: Manhood and Sports in Protestant America, 1880-1920 (Cambridge, MA:
Harvard University Press, 2001); Kim Townsend, Marhood at Harvard: William James and Others (New
York: W.W. Norton, 1996); and Gail Bederman, Manliness and Civilization: A Cultural History of Gender
and Race in the United States, 1880-1917 (Chicago: University of Chicago Press, 1995).

2| illie B. Titus to Charles Francis Adams, 18 December 1903, Massachusetts Historical Society Council
and Officers, Records Relating to the Restoration of the Constitution (frigate) 1896-1925, folder,
Constitution (frigate) Letters 4-30 Dec. 1903, Massachusetts Historical Society, Boston, MA.
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contributed to the American maritime experience were excised from the picture despite
their myriad contributions. Despite-playing central roles for centuries, mihorities and
women were absent from the realm of the heroic past. Instead, only those whose
presence conveyed an acceptable set of cultural Values remained.

During the Colonial Revival, certain speéiﬁé architectural design elements and
styles of houses were privileged over others.” Likewise, the Maritime Revival ensured
that only selected pieces made it into popular memofy for the expressed reasons of either

“educating or excluding something, or somebody, frofn the dominant culturg. Maritime
Revivalists portrayed sailors as men, typically white men, clothed in blue shirts, white
pants, and red cravats. Women, if present at all, were long-Suffering lonély wives and
girlfriends waiting ashore. American ships ruled the waves. AbQ{/e all, for Maritime
Revivalists, the only vessels woﬁh remembering were ocean-going, deepwater square-
rigged ships. Naturally, this ignored quite a bit of the real world, from .African-American
sailors to women at sea to the Royal navy to the innumerable fleet of coastal, Great
Lakes, canal, and river craft both small and large.

Around 1870, the familiar—and ubiquitous—maritime world began to change in
ways that rendered it alien to many Americans. Industﬁalism went to sea in th¢ form of
steam and steel. A brief uptick and subsequent decline surrounding the Civil War and its

aftermath was categorized as overall decline instead of what it really was—the bursting

13 See William B. Rhoads, The Colonial Revival (New York: Garland, 1977); Alan Axelrod, ed., The
Colonial Revival in America (New York: Norton, published for the Henry Francis du Pont Winterthur
Museum, 1985); Frank Shay, /ron Men and Wooden Ships (Garden City, NY: Doubleday, Page, and
Company, 1924); Margaret S. Creighton and Lisa Norling, eds., Iron Men, Wooden Women: Gender and
Seafaring in the Atlantic World, 1700-1920 (Baltimore: Johns Hopkins University Press, 1996); Basil
Lubbock, The Western Ocean Packets (Boston: Charles E. Lauriat Company, 1925); and Theodore J.
Karakanski, Schooner Passage: Sailing Ships and the Lake Michigan Frontier (Detroit: Wayne State
University Press, 2000).
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of a hastily-inflated bubble. The end of sail power and subsequent perceptions of decline
led to a narrative of overall decline.'* This in turn sparked a cultural response that had
little to do with the maritime world but a great deal to do with the changes facing
American society during the same period. The pragmatic plans for revitalization and

calls for a renaissance of American shipping sparked by the initial recession.of shipping
developed into cultural mechanisms intended to stem the flow of Americans turning away
from the maritime experience.”” As the perceived decline continued, the calls remained,
but other more overt acts took center stage. Some people went to sea during the last days
of the commercial square-riggers. Others wrote books, either informed by their own
experiences or the results of prodigious research and attention to detail. Still others
collected ephemera, preserved vessels and skills, or launched museums and maritime
parks. Each removal from the lived experience created, in American popular memory, an |
increasingly deeper sense of rofnanticism and a further idealized image of 'shi‘ps, sailors,
and waterfronts that could be used to educ‘ﬁté the masses to core American values—or to
wall off upper-class culture from late-nineteenth-century social change. The rélationship
was syfnbiotic, though. Without the earlier egistence of the working-class cuiture from

which to cull the appropriate memories, or a new mass culture to consume the corrected

* See John Roach, Our Commercial Marine: An Investigation into the Causes of the Decline of Our
Shipping Interest (New York: American Protectionist Publishing Company, n.d. [1880]); David A. Wells,
Our Merchant Marine: How It Rose, Increased, Became Great, Declined and Decayed (New York: G.P.
Putnam’s Sons, 1882); Charles S. Hill, History of American Shipping, Its Prestige, Decline, and Prospect
(New York: American News Company, 1883); John Allen, Decline of American Shipping: Its Causes and
Remedies (New York: Pease and Sammis, 1884); Arthur H. Clark, Clipper Ship Era: An Epitome of
Famous American and British Clipper Ships, Their Owners, Builders, Commanders and Crews, 1843-1869
(New York: G.P. Putnam’s Sons, 1910); Alan Villiers, The Last of the Wind Ships (London: George
Routledge and Sons, 1934); and Spencer Appolonio, The Last of the Cape Horners: Firsthand Accounts
Jrom the Final Days of the Commercial Tall Ships (Washington, D.C.: Brassey’s, 2000).

"% See John Codman, Free Ships: The Restoration of the American Carrying Trade (New York: G.P.
Putnam’s Sons, 1878); and Samuel Samuels, From the Forecastle to the Cabin (1887; repr., Boston:
Charles Lauriat and Sons, 1923).
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symbols, the ultimate mission of the Maritime Revival—to sustain what elites considered
essential Americanism—would not reach fruition.

The motives and thoughts of Maritime Revivalists, and thevchanging'meaning and
significance of things rnaritime in American eultUre, are sometimes difficult to ascertain

| overtly, but cultural history’s methodologies offer ways to unlock both conscious and
unconseious intent. Some theorists }iave asserted that when historians “began: to wonder
abont'the consciousness as well as the behavior of their subj ects” they had no real choice
but to turn to the methods and foci of cultural history.16 Behavior is elasy to observe and
to quantify, but motivations and important"ideas are only visible upon exploring what -
historical actors thought was impo‘rtant. Uncovering, analyzing, -and interpreting :

“significance provides a way to explore (usually) uns‘poken ‘beliefs and motivations. “’Man
is an animal suspended in webs of culture that,he himself has spun” Clifford Geertz
surnmarized of Max Weber, while in turn taking “culture to be those webs.” Thicklv
describing cultural patterns and delving'into culturali meanings rer1uired examining
myriad pieces of cultural output.'’

Exploring historical actors’ private musings and public pronouncements,
oontrasting published missives and editorials with personal‘ correspondence, and
examining public exhibitions as well as private collecting liabits all serve to illuminate
the values that Maritime Revivalists found important and the rnessages they hoped to |
disperse. Examining a panoply of sources helps uncover objectives both conscious and

unconscious. “The thing to ask [about deliberate human action],” Geertz asserted, “is

16 Richard Wightman Fox and T.J. Jackson Lears, The Power of Culture: Critical Essays in American
- History (Chicago: Chicago UP, 1993), 2. ' ‘
17 Clifford Geertz, The Interpretation of Cultures: Selected Essays (New York: Basic Books, 1973), 5-6.
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what their import is: what it is, ridicuie or challenge, irony or anger, snobbery or p_ridé,

that, in their occurrence and through their agency, is getting said.”'® The individual

pieces that Maritime Revivalists found important point towards their ideas of é coherent

‘whole of American culture and, in the process, reveal deeper 'patt'erns of cultural behavior

with some very specific motivations. Cliltura_l_a;nalysis ‘then,, according to Geertz, was rvﬁ)t’

an “experimental scienée in ééarch of la\%l but an ‘interpféti\}e one in search of rvneaning.;’]9
interpreting and es,téblis',hi'ng the meaning of a voyage, or book, vor advertisement, or
artwork, or muséum exhibition, or ship restoration is best revealed by interpretatidﬁ |

~ within its web of historical context, and the Maritime Revival Was part of a very specific
set of social and hiéforical conditipns. |

During the Maritime Revival, béth the individuals and groups involved were

trying to affect the social fabric and political power in their soci\et‘y by priviléging one
cultural expression over anothef. “Cultural meaningé,” Fox and Lears havevasvsured their

- readers, “have social and political origins and consequences, in briVaté and public realms
alike.” Old-stock Americans thought their identities in danger of dilution and fried to use
their culture to affect American social cohesion. Retreating into their cultural past, it did
not necessarily matter that they imagined embellished representations of their aﬁcestors’
experiences. Attention tob the power of culture also helps to “clarify the basic values by
which we live aﬁd have liVed,” Fox and Lears have said, “in our most intimate as well as

in our most impersonal relations.” For those old-stock Americans averse to their

8 Ibid., 10.
¥ 1bid., 5-6.

2 Fox and Lears, Power of Culture, 4.
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changing socviety between 1870 and 1940, what mattered was a perceived continuity of
Val}ues—the values of a i’ugged‘, archly maséuline, orderly, democratic (but still
deferential) society. This society was one in which éh’allengés to thé established ordér

‘ carﬁe frénn without—from the /Brit_ilsh or Indian attécks—rather than from within.© .
,Exlternél challenges were easily attended to by utilizing long-established sets of Values._
However, like the issues surrounding slavery and the Civil War a generation earlier,
coping with intérnal chaﬂenges was much more unsettling and much more difficult to
address. It was one thing to have one’s values attacked by “heathen Indian” loutAsiders.21
It was entirely another to see those same values threatened by the Cathpiicism,
anarchism, or unionism of new Americans—the recently arrived immigrants.

When examining the eleméllnté of revivalism, culture has sev_;ral deﬁnitidns. |
C’u1>ture can be social; as in a way of life or a set of valué,s. It can b»e an amalgam of
symbolic meanings aﬁd significance, along the lines of ‘Clifford Geertz’s “Webs of
signiﬁcahce” and their int.erpretatio‘n..22 For others, culture is the var.tistic or intellgctual
creativity of a given society. Within this project, multiple lines int‘ersect.‘ Artistic culture,
elements of taste and distinction, symbolism, and social values and ways of life all
int.eract with oﬁe another. The essential values espoused by social cultural‘ practices used

symbolic cultural texts already existing in the United States and diffused them through

2! Both Mary Rowlandson in the seventeenth century and Richard Slotkin in the twentieth century
identified the act of overcoming external challenges as important criteria in the formation of core American
values. See Alden T. Vaughn and Edward W. Clark, eds., Puritans Among the Indians: Accounts of
Captivity.and Redemption, 1676-1724 (Cambridge, MA: Belknap Press, 1981); and Richard Slotkin,
Regeneration Through Violence: The Mythology of the American F rontter 1600-1860 (Mlddletown CT:
Wesleyan Unlversny Press, 1973).

2? Geertz, Interpretation of Cultures, 5-6. See also, Warren I. Susman, Culture as History: The
Transformation of American Society in the Twentieth Century (New York, Pantheon, 1984); and Raymond
Williams, The Long Revolution (New York: Columbia University Press, 1961).
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publicity and use of creative culture efforts such as art and literature. Each
simultaneously informed, and depended upon interplay with, the others. For example, the
Enlightenment \}alues espoused during the Revcﬂution and in the Declaration of
Independence were pgrsdniﬁed by heralding Revolutionary4era privateer John Paul Jones
for his symbolic value, which in turn found artistic expressibn in works ranging from
James Fenimore Cooper’s 1823 work, The Pilot, to popular art on insufance company
calendars by the turn of the twentieth century. In short, each aspect of culture—social,
artistic, and symbolic—affected each of the others.

Rarely did any of this cultural ihterplay opérate in linear fashion. Mass or popular
culture moved upwards over time, and elite culture and tastes eventuaﬂy trickled
dow‘nwards.23 Much like the messy interaction of social, artistic, and symbolic cﬁlture,
each layer of high and low culture influenced the others. This, though, did not stop elites
around the Centennial from trying to place themselves and their class in privileged
position. To use their social cultural heritage as a buttress against late nineteenth century
change, upper-class Americans first needed to establish a hierarchy of artistic and
intellectual culture that placed their tastes at the top. Old-stock Americans established
éategories of highbrow art: refined, quietly dignified, and needing a particular set of
intellectual tools to understand, and lowbrow, masé, or popular art; forms designed more
for entertainment than enlightenment. “This world of adjectival boxes, of such crude

~ labels as ‘highbrow?’ ‘middlebrow,” and "lowbrow’...always positioned above or below

each other on an infinite vertical scale,” Lawrence Levine wrote, did not exist before the

3 See Russell Lynes, The Tastemakers (1954; Westport, CT: Greenwood, 1983); Enrst Hans Gombrich,
The Preference for the Primitive: Episodes in the History of Western Taste and Art (London: Phaidon,
2002); and Denise Gigante, Taste: A Literary History (New Haven: Yale University Press, 2005).
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end of the nineteenth century.** Establishing this hierarchy was essential for the old
families to separate themselves from the newcomers, immigrants, or even the nouveau
riche. Immigration, industrialization, urbanization, greater mobility, and the growth of
ever-larger “anonymous institutions” resﬁlted in a “sense Qf anarchic change, of looming
chaos, of fragmentation, which seemed to imperil the very basis of the traditional |
order.”®

The solution to these threats was for elite “arbiters of culture” to establish “canons
that identified the legitimate forms of drama, music and art and the valid modes of
performing and‘ displaying them” as well as “establishing appropriate means of receiving
culture.” Creating the artistic hierarchy established some art forms as legitimate and
ranked art forms in rélation to one another, helped maintain class distinctions, and
ultimately elevated the social class engaging with the art at the top of the hierarchy.
Hierarchical categories of értistic oufput allowed elites to wall themselves off from a
changing society. They could “escapé into Culture,” according to Levine.?

But elites could also e‘mploy the newlyéconstfucted hierarchy of creative culture
to elevate their social culture. By declaring their creative cultural tastes to be on top of
the hierarchy, they were declaring their social culture to be there as well. Art hierarchies
allowed creative culture (high art forms) to be engaged in propping up social culture

(one’s way of life, one’s heritage, or one’s social standing). Elites, as Levine argued, had

a “vested interest—unconscious though it may have been—in welcoming and

2 Lawrence W. Levine, Highbrow/Lowbrow: The Emergence of Cultural Hierarchy in America
(Cambridge, MA: Harvard University Press, 1988), 3.

5 1bid., 176.

* Ibid., 184,177.

16

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



maintaining the widening cultural gaps that increasingly characterized the United States.
Despite all of the rhetoric to the contrary. ..there were comforts to be derived from the
situation.”27 Once elites had built the distinction between theirfown high culture and the
masses’ low culture in terms of the creative arts, it was a short step to insisting that their
way of life, social, or histori.cal “cult of heritage” had been eleixated to the position where
it'was a beacon And once that happened, it was no great leap at all to finding heroic

| archetypes riddled throughout that heritage.

Using a particular irnage of the »past to influence the present and future vimplies
some contest or power relationship, andtheories discussing the Various uses of culture
run the garnut from cynically hegemonic' to those championing the broad agency of the
working class. Theodor Adorno and'Antonio-Gramsci‘ argued 'that' the ruling class.

_ deterrnined the ideas or products delivered to the -masses. Cultural values were
] determined from above and moved downward, and everyone except the ruling class was a
pawn to be acted upon. “The masses are not prirnary, but secondary, they are an object of
calculation; an app.endage of the machinery, wrote Adorno. “The customer is not
king...not its subject but [instead] its object.”z9 Only slightly less cynical, Gramsci

believedthat through “intellectual and moral leadership” the ruling class led society and

" Ibid., 227.
% David Lowenthal, The Heritage Crusade and the Spoils of History (Cambridge, UK: Cambridge
University Press, 1983), 1. The opening line of Lowenthal’s work aptly ascribes the qua51 religious
significance to the uses of heritage :
% Theodor Adorno, The Culture Industry: Selected Essays on Mass Culture, ed. J.M. Bernstein, (1991
~ repr., London: Routledge, 2002), 99.
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when conflict arose, it was channeled into “ideologically safe harbours.” % Eric
qusbawm’s notion of the inve’ntion of tradition is a more useful guide tb understanding
culture and the Maritime Revival. When social bonds weaken in periods of flux, neW
traditions afe invented using familiar symbols and rituals “to inculcate certain values and
“norms of behavior, which automati(:ally impAlievsvc‘ontinuity with the past,” he Wrofe in
1983. “In fact, where possiblé; they nonnaily éttempt té éstablish cbntinuity with a
suitabler historic past.. ..Whicﬁ is largely facetious.;’ He has identified three types and
reasons for fhese inventi(r)n’s. First, those “establishing or symbolizing‘social cohesion or
the merhbership of groups...[second] those establishing or légitimatizing institutions,

- status or relations of authqrity, and [third] those whose main purpose was socialization,
the inculcation of beliefs,‘ valﬁes systems’ and conventions of behavioull‘.v”3 ' These three
principles undergird the Maritifne Revival. Symbols and imagéry, artifacts, rituals, |
lifestyles, types of employment, and locales cither stressed membership in the essential
American culture that was being presenfed, derﬁonstrated the essential rightness of that
culture or those values, or were used to educate outsidersbinto the correct value systems
of the society that they were joining (or were attempting to join), provided the dominant
culture would allow them entry.

The value and limits of cultural hegemony remain contested. Cultural theorist
Scott Lash has argued that in a technologically advanced world; power can exist outside

the older frameworks of hegemony. Culture, once outside the “profane everyday” world,

3% Antonio Gramsci, Selections from Prison Notebooks, ed. and trans. Quintin Hoare and Geoffrey Nowell-
" Smith; (New York: International Publishers, 1971), 57; John Storey, An Introductory Guide to Cultural
Theory and Popular Culture (Athens, GA: University of Georgia Press, 1993), 119.
3 Eric‘Hobsbawm, “Inventirig Traditions” in Eric Hobsbawm and Terence Ranger, eds., The Invention of
Tradition (Cambridge, UK: Cambridge University Press), 4, 1-2. '
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was perhaps now Withi;’l and required consi.deration alqng with (cultural) industry.*
Nicholas Thoburn has suggested limits of pbwer within hegemohy and identified areas,
includiﬁg fluid definitions of social cias‘s, which help to limit power 1re:1é1tionsﬂhips.3 3

| Flexibility within power relations allowed ‘upper-clléss Americans to appropriate elerﬁents
of Working-class culture quards into thei{r’social strata. Flexibi’lifyhlso made wbrking- ,

’ cléss Americans receptive to these perfected pieces—whether material objects or ideas—
once they were returned to them from higher up tﬁe social hierarchy. A more recent
historiographic assessment on the operation of culture betweenrsocial class hierarchies
has concluded thét while ﬁpperfstrata- groups tried to impose a particular orthodoxy from
above, what was accepted belowvdid not always line up'with‘the hom/ilies from on high.‘
The upper élass was nof devoid of influence, But the great press of ]seople could be
selective in their acceptance of the various messages. Each s(_)cial rank retained some -
input within his or hér culture, but even’so, “power.. .folioWed closely on the social
structure” ih eariy America. Moreover, the “relatively hpmogeneous” .s’ocial structure of
early New England contrasts sharply with the United States of the late nineteenth and
early twentieth‘ ce'ntur‘ies.3 4 An increasingly .plural society included é greater diversity Qf
racial and ethnis groups than existpd in early America and industrial capitalism created-
greater economic, social_, educat'i‘onal, ethnic, and religious distances between‘these

groups. Geo gréphy and spétial relations éxpanded considerably while new

32 Scott Lash, “Power After Hegemony: Cultural Studies in Mutatlon » Theory, Culture, and Society 24, no.
3 (May 2007): 55-56, 74.

, 33 Nicholas Thoburn, “Patterns of Production: Cultural Studies After Hegemony,” Theory, Culture, and
‘ Society 24, no. 3 (May 2007): 81, 88.

3 David D. Hall, Worlds of Wonder, Days of Judgment: Popular Rellglous Bellef in Early New England
(Cambndge MA: Harvard University Press, 1989), 11, 13-14.
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communications technologies from penny newspapers to the telegraph to radio and
movies shrank these same distances. The new science of psychology was turned to

- advertising, in the process creating new desires and a growing consumer consciousness.
Communications help'ed.reduce regionalism and moved towards a national culture, and
the gro»wth of mass culture overlaid older class strucfures. Thesé were the changes the old
guard was ﬁghting against, but they were simulfaneously participahts. With tools absent
from an earlier America, the upper class could assert influence on popular tastes,
attitudes, and culture. Wealthy, eastern elites were willing to utilize these new mgdia to
establish their social ranking.

~ Of course, those occupy;mg‘lower social classes also benefited culturally from the

diverse world of the Progressive era. Aé upper-cllés‘s‘réformers tried and, at times,
succeeded in influencing the tastes, or bathing habits‘, or childrearing, or education of the
working claés, those who were being acted upon had more choices‘ than ever and greater
agency to pick and choose from the buffet presented to them.*® Ttis important to
remembér, though, that this table had been set by the upp.er class, however ironic it was
that the dishes were occasionally co-opted from a working-class bill of fare. .“High
culture has been and will continue to be renewed from below, just as popular or even
mass culture derives much of its energies from above,” one influential cultural historian
has written. “The boundaries shift and dissolve, the categories hard-en and soften, each

era defines itself both through acceptance of and rebellion against the values of the

35 See Marilyn T. Williams, Washing “The Great Unwashed”: Public Baths in Urban America, 1840-1920
(Columbus: Ohio State University Press, 1991); Nurith Zmora, Orphanages Reconsidered: Child Care
Institutions in Progressive Era Baltimore (Philadelphia: Temple University Press, 1994); Ellen Condeliffe,
ed., Jane Addams on Education (New York: Teachers College Press, 1985); and William J. Reese, Power
and the Promise of School Reform: Grassroots Movements During the Progressive Era (Boston: Routledge
and Kegan Paul, 1986).
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past.”*® This, perhaps, is the most useful maxim with which to explore the operation of
revival culture. Each group was simultaneously acting and béing acted upon. Exploring
the diffusion, meaning, and influence of cultural texts and practices ultimately requires
acceptance of an upward and downward fluidity.

The great press of Americans retained some control over théir cultural diét mostly
because the menu evoked familiarity. As elites attempted to establish proper lines of
taste, behavior, and social organization, neérly every American maintaihed some memory
of an anipresent maritime experience. Fortunes built on shipping or whaling reminded
old-stock Americans of the source of their wealth. Fishing, oystering, or canal boat
driving remained ubiquitous. Working-class Americans, even in the late nineteenth and
early twentieth centuries, could still find employment on the waterfronts and in the Berths
of oceangoing and coasting vessels. Through their employment, their attention to the
maritime world persisted. Recently-arrived immigrants almost all arrived by boat,
creating a common experience among diverse immigrant groups. An ocean voyage could
stimulate a New York schoolmaster to wax poetic. It is unlikely the wonder of the sea
was lost on immigrants either, considering i’Fs contrast to the agrarian societies from
which many began their emigration.i Even though upper-class Americans created a
picture of an acceptable, if incomplete, maritime past, the experiences of ordinary
Americans across all social strata facilitated the reception of these ideas.

Wealthy eastern elites and old-stock Americans wanted to establish ‘their culture |
at the top of American society to secure their position in a changing society. They

attempted to do so by asserting the primacy of their socioeconomic class’s artistic or

3 Martin Jay, “Hierarchy and the Humanities: The Radical Implications of a Conservative Idea,” Telos 62
(Winter 1984-85): 144, ‘
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creative endeavors, personal histories, social status, and sense of taste and aesthetics.

| However, holding the apex position in a hierarchy, whether an artistic hi‘efarchy, a
socioeconomic hierarchy, or aesthetic hierérchy, had ambiguous results. In addition to
creating cllas>s distinction, top rank in the social hiérarchy offered visible aspirétions for
the nouveau riche and even the new middle class. “Elités had more allies than they were
éver comfortable with,” Levine argued; ‘;for to many of the new industrialists as well as

- many members of the new middle classes, following the lead of the arbiters of cultﬁre

| promised both relief from impendiﬁg disorder and an avenﬁe to cultural 'le-gi‘[imacy.”3 7
Elites attefnpted to secure their own position in society by elevating their culture to center
stage. They wanted to stress its importance, bﬁt also to offer it up as avmod‘el for all to
copy—provided fromr a safe diStance_. The Véry nature of tr‘y‘irivg ‘.to _ihﬂueﬁce an
increasingly-plural society undérminéd ,sovmeiof the proteéﬁdni_st objectives. Elites
offered up the culture they created as representative ahd encouraged the masses to :gaze
upo.n‘ it. By inviting them to consider their creation.a model, to éépy their example, or to

purchase it for a price, though, elites lost ah element of control. ‘Going public in an era of '
mass commuﬁication, newspapers and magazines, ad\}ertisements, world’s fairs, and
museums, what had begun as an elite attempt to protect themselveé grew to inglude a
‘graduall‘y broadeniﬁg circlevof participants. Once the creature escaped from the

v»labOravtory, ﬁnexpected adjustments to the approved message occurred over time.

The long-term influence of the Méritime Revival duriﬁg the twentieth century is

deeply evident at the beginning of the twenty-first century, when most Americans know

-very little of the technical language of the age of sail. In terms of the maritime lexicon,

% Levine, Highbrow/Lowbrow, 176.
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twenty first century Americans’ lack of familiarity usually manifests itself in one of two
fashions (though admittedly, there is room fqr competent seamanship between these two
extremes). First, the Maritime Revival has created a culture akin to tnat of a military re-
enactrnent group, where every technical nuance is memorized in eXcruciating detail and
‘minor errors in terminology are treated as practically flogging offenses. One need onlyv
spend time on a Maine head boat‘or ata maritinle musenrn to eXpnrience this aspect of
seagoing language. Alternat:ively; many Americans‘ére SO divorcéd from the historic
maritime expérience-as—lived that a Renaissance fair-like atmosphere prevails, where
every sailor is a “matey,” e\}ery vessel afloat is a “ship,” and evéry sailing craft is a “tall
ship,” a term completely devoid of meaning to a pfeindustrinl sailor, when all vessels
weré “tall.” On any given day, Disneyworld and Key West are evidence of this
cariéatuﬁzed salty speech.v [ have vtried to remain abnve the fray of ’;echniCal rninutia for
‘the most part in this project, but the actors.of the Maritime Revival did not, and
understanding, at least minirnaliy, thé precise language of sailing is instructive.

A brief note regarding maritime terminology 1s in order. Sailing craft can be
broken down into two main categories: square-rigggd and fore-and-aft rigged. These two
types do not describe th¢ shape of sails, rathér, they indicate the ways in which the rigs
‘are constructed. Rig refers to the masts, booms, gaffs, yards, and supporting stays and
shrnuds. Fore is the front; aft is the back. ‘Fore-and-aft rigged vessels have sails that are
set along the length of their hulls. The sails are either triangular, or bfoadly trapezoidal in
shape, as on the many gaff-rigged schooners that prevailed in the nineteenth century. At

: any marina in the world today, the typical, if not exclusive, type of sailboat is fore-and-aft
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rigged. Sqﬁare-rigged vessels are craft whose sails are set perpendicular to their hulls, |
hence “square.” The sails themselves are more rectangular-trapezoidal in shape.
Within the two broad categories, each particular rig has  a spééiﬁc name. The only
sailing vessel that can truly be defined as a ‘ship'possesse;s three or more masts, all of |
~ which are square-rigged. A bark (alsp spelled barque) has three or more masts, with all
~ but the farthest aﬁ being square-rigged. | A brig has two masts, both square-rigged. A
square-rigge_r also possesses a ﬁumber of fore-and-aft sails. Withir; fore-and-aft rigs, the
most popular sailboat afloat today is a sloop—(one mast, fore-and-aft rigged.‘ For most of
the age of sail, schooners made up the majority of coastal fleets. Typically rigged with
two or three masts, the most extreme had seven. There are myriad other combinations,
all with specific names——brigantines,vbar‘kehtines, flermaphrodite brigs, topsail schooners,
ketches, yawlé——and all unnecéssary to deséribe here. | | |
For the purposes of th%s prpject, I have generally used the term “vessel” When
referring to sailing craft to avoid confusion and because it is generally unnecessary to
differentiate beyond sq‘uére Versus fér"e-and-aft rigs. Occasionally, primary sources and
other very specific instances require use of the precise terminology. For the non-nautical -
. readér, the ﬂlost im?ortant pieces of information to retain are that each type of sail
' operates differently, and that form ‘.typicalvly‘ follows function. In general, square sails are
more powefful but less manéuvqfablé‘, énd fore-and-aft sails are more maneuverable but
less powefful. The intended use of a Vgssel determines its rigging plan, as well as otlfler
design factors. Square-rigge;s? With more power, typically crossed oceans where cargo-
canyiﬁg capacity was important and there was lless_ need for maneuverability. ‘Fore-and-

aft vessels sacrificed power and cargo space for the important maneuverability needed
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when traveling near the coastline. This brief discussion merely scratches the surface of
nautical nomenclature. There exist hundreds of specific words for the same reasons
precise vocabulary is important in medicine: at times, accuracy is truly a matter of life or
death. Rather than remembering all the actual terms thcmselve‘s,‘for this project it is
more important to consider why most Americans have forgot;[en’t'his highly specialized
| terminology while some have retained, or re-learned it. It is also key to remember that
what remains in broad, public memory is, most likely, the result of the Maritime Revival.
The ideas of the mature Maritime Revival unconsciously influenced much of the
- twentieth century’s maritime historical scholarship, so in érder to explore how the
collective American memory of seafaring changed during and after the Maritimé‘ReVivaL
chapter one establishes a baseline for nineteenth century maritime industries. It explores
the sfeady growth of commercial marine enterprise, its div¢rsity of workforce and trades,
and the contours of growth and decline. Hopefully, it will put to rest a trope in maritime
history: the myth of declension after the Civil War. This declension narrative is, almost
completely, a construction of Maritime Revival consciousness.”® Chapter two considers
young men who chose to go sailing for adventure réther than employment. Nearly
without exception, they were children of privilege who sailed out of desire rather than of
economic necessity, and their perceptions of the experience reveal its meaning for them.
Ironically, while they co-opted a working-class experience by going to sea for adventure,
their participation would not have been possible without their shipmates going to sea with

the opposite motivation: the age-old reason of needing a job. Chapter three surveys the

3% Recent scholarship, notably Alex Roland, W. Jeffrey Bolster, and Alexander Keyssar, in The Way of the
Ship: America’s Maritime History Reenvisioned, 1600-2000 (Hoboken: John Wiley & Sons, 2008), reject
the canonical narrative of decline and instead explore a progressive maritime story, but they do not
conclude that cultural revivalism was the origin of the declension narrative.
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wealth of printed materials that was published during the Maritime Revival. Some were
ﬁrst-pers‘oh narratives, others meticulously-detailed histories, and others purely fictional.
All offer commentary on the shape of the maritime world for the time in which they were
written, and taken together expose the chénges between the incipient and mature
Maritime Revival between 1870 and 1940. Chapter four considers the visual culture of
the Maritime Revival as both subject of artworks and object of publicly-exhibited works.
Additionally, the divisions between high and low art are manifest in subject matter and
medium. Finally, chapter five explores the maritime preservation movement, beginning
with the efforts to save the frigate USS Constitution between 1896 and 1906, and ending
with the establishment of a maritime museum attempting national reach in the 1920s.

- Both of these efforts were the brainchildren of eastern elites, and both requiréd mass
support to attain successfully their mission and stated goals.

From the wealthiest bluéblood to the most ordinary ship modeler,'the expressed
purpose of Maritime Revivalists was the preservation of maritime lifestyles and traditions
Because these were deemed important to the values of both iﬁdividual and naﬁon. With
differing motives, each group found cultural importance in the maritime experience, even
if some of that importance was the result of clever packaging or marketing. The
Maritime Revival achieved its goals of bringing national attention to a passing lifestyle

| and preserving historic vessels. It also helped some Americans accept the present and
future by invoking the power of the romanticized past. As a result, the narrow image of |
seafaring under sail created during the Maritime Revival influenced how Americans

envisioned maritime history for most of the twentieth century.
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CHAPTER I
THE GENESIS OF THE MARITIME REVIVAL

OnJ uﬁe 20, 1913, a group gathered in Néw Bedford, Massachusetts, to dedicate a
monument entitled “A Dead Whale or a Stove Boat.” The statﬁe,' designed by early
twentieth century sculptor Bela Pratf, memorializ‘ed New Bedford’s most cglebrated and

o promihent industry: the whale ﬁsﬁery and oil business. A rugged and handsome |
harpOoher stands in the bow of a small Whalébpéﬁ about to “dart his iron” intb the ’back: of
an unsuspecting (and unseen) whale. Ih b‘rloln‘zé glory, bofh man ._e_uid boét_leap from a
granite slab. Pratt’s model for ‘the' whaleman was a Whifé man hamé‘d Ri;hérd

| McLachlan despite the fact that few white men had fhrust harpoons into the 1L>acks of
whales for nearly half a century. instead, people of color; African Americans, Azoreans,

- and Cape Verdeans, manned the boats of the whale fishery. Yet, when deciding who and

what to memorialize in New Bedford, there waé a distinct “absence of co»lor.”] The
participants in New Bedford’s premier industfy had been whitewashed. Why both Pratt
and the sponsors of the memorial sought outa Céucasian as the ideal whaleman is an
important questioﬁ. However, the social class pf these men, and why they were erecting
a memorial to a defunct industry on the eve of the technolo‘gically-advanced warfare of

the Great War is even more important to uhderstanding how manufactured cultural

! Robert Lovinger, “An Absence of Color,” Ne‘w Bedford Standard-Times, June 11, 2000,
http://archive.southcoasttoday.com/daily/06-00/06-11-00/e011i148.htm (accessed December 10, 2008).
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memories charted Americans’ understanding of maritime history for most of the
twentieth century.

William Crapo and Zephania Pease, the statue’s sponsors, witnessed the tail end
of American whaling and watched the industry decline significantly by the early
twentieth éentUry. Not all American cdmmercial maﬁtime interests wére ona
declensionist »path, But public peréeptions f_ailed to coi‘ncvide vrv'vith the actual state of
affairs. - Steam énd diésel power and’ huge upfums in _dd@éétic trading made gfowth the

- most apprdpriate word to describe Arﬁcrican maritimé enterprise in the last third of the
nineteenth centufy, but technological progress Was cast as injuﬁous io.the old ways of
life. Public cognizance of that growing maritime world did not deepeﬁ, and a declension
narrative persisted after the Civil War. In éctuality, the decline‘was an anomalous bubble
vburstirllg, but American fofeign shipping’s failure to return to an atypical high point
resulted in perceptions that all American maritime ‘enterprise was sirhilarly ﬂaggjng.
More workaday spheres—coasting and canal traffic, and prédictable pa'ssag‘e's under
steam—emergéd from their long-held places in the background. A more prosaic
maritime woﬂd ﬁlled the éommercial vacuum but failed to stir the public’s consciousness
like well-publicized siﬁgular record passages éccomplished through pluck, luck, and grit.?

By the 18903, both ashore and afloat, minorities and irnrﬁigrants increasingly
populated a labor force that had once been the purview of old-stock eastern families.

Upper-class Americans from seafaring families were loath to consider these demographic

2Gee Alex Roland, W. Jeffrey Bolster, and Alexander Keyssar, The Way of the Ship: America’s Maritime
History Reenvisioned, 1600-2000 (Hoboken: John Wiley & Sons, 2008); Andrew Gibson and Arthur
Donovan, the Abandoned Ocean: A History of United States Maritime Policy (Columbia, SC: University of
South Carolina Press, 2000); and Ralph D. Paine, The Old Merchant Marine: A Chronicle of American
Ships and Sailors (New Haven: Yale University Press, 1919).
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changes in a positive light. Cape Cod, Massachusetts, in 1930 was in the throes of
change, but there was resistance from the old guard. “The old saﬂor aristocracy of the.
towns, with few exceptions,” Wroté Mary Rogers Bangs, “has died down to scattering
individuals who manage somehow‘with 'straitened‘_incomes to preserve thie elegant .
environment of their youth.” Rathér than concede their waning heritage, eastern elites
éngaged select‘pive‘ces of their ‘[‘elrégant” Anglo-American culfure as vehicles to resist
‘social, technological, and economic changes. Iﬁventing a story of persevereince in the
face of decline frged old-stock families to lionize thei‘r, and by eXfension America’s,
achieVements from an idealized pasf. The story of the New Bedford s'tétue‘ was oﬁly one
example of a much larger revival movement that emphasized a golden age juxtaposed
against a declension narraﬁve. '

The romanticization of sailing craft in the agé o‘f automobiles demands attention. |
More worthy Qf inquiry is why sailing craft réfa‘ined such celebrated status and how a | '
rsvtory of increase could masquerade as decline for most of the twentieth century. VBetween
»1870 énd_ 1940, the Maritime Revival created Aa sense that square-rigged sailing was
syhonyméus with all maritime enterprise. T‘he decline of sail became a cultural rﬁetaphor
for the supposed decline of all American ﬁaritime activity.* Old—stbck Americans,us"ed
their heritage to create a cultural ‘mira;ge by recasting an expanding maritinﬁe world as onev :

in retrograde. Buta fading way of life was the real reason square-rigged sail’s decline

? Mary Rogers Bangs, Old Cape Cod: The Land, the Men, the Sea, new ed. (Boston Houghton,
Mifflin/Riverside, 1931) 305.

‘ See Robert G. Alblon, William A. Baker, and Benjamin W. Labarree, New England and the Sea

(Middletown, CT: Wesleyan University Press, 1972); and George W. Dalzell, The Flight from the Flag:

The Continuing Effect of the Civil War on the American Carrymg Trade (Chapel Hill: University of North
- Carolina Press, 1940)
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was so troubling. In the face of technology and modernization at sea, the loss of
seafaring under sail’s preindustrial lifestyle was particularly disturbing—and particularly
vexing to the veracity of how the maritime world was portrayed in American culture for‘ ,
most of the twentieth century. |

Between deliberately shorthanded crews, the incorpdration vof more labor-saving
devices, and unpleasant labor conditions, fewer Americans had either the opportunity or
the dgsire to ship out. The exodus of Americans led to crews fleshed out with forei gn
sailors, who garnered the same negative reactions afloat as they did ashore.” “Once the
purview of native-born Americans, maritime industries were being taken over by
foreigners. On land, the Colonial Revival focused on a picture of the past where there
were no alien immigrants, no sooty factories, and no teeming slums. Similarly, Maritime
Revivalists retreated into a past without steam, diesel, and steel; one where red-bioéded
American sailors manned speedy wooden square-riggers. Only by centering on this
delviberately authentic experience, in essence a return to é sort of oceénic pastoralism,
-could upper-class Americans use the heroicized past to sustain essential American
cultural values.

The mischief resulting from the creation of the declension model first requires
examining old-stock Americans’ reactions to nineteenth-century changes that were far

greater than an illusory decline of American maritime power.® Then, creating a statistical

5 John G.B. Hutchins, The American Maritime Industries and Public Policy, 1789-1914.: An Economic
History (Cambridge, MA: Harvard University Press, 1941), 221, 306, 307, 427, 428.

8 See Stephen Budiansky, The Bloody Shirt: Terror After Appomatiox (New York: Viking, 2008); Colin
Flint, ed., Spaces of Hate: Geographies of Discrimination and Intolerance in the U.S.4. (New York:

Routledge, 2004); Michael McGerr, 4 Fierce Discontent: The Rise and Fall of the Progressive Movement
in America, 1870-1920 (New York: Free Press, 2003); Robert M. Fogelson, America’s Armories:
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picture of the nineteénth—century maritime experience-as-lived clarifies the conditions
that helped recast growth and progress as decline.7 Finally, the interaction between real
social and cultural changé, the reluctance to accept progress and modernity, and the
lamentation of a “lost™ past shows hbw all three united to quicken a Maritime Revival
movement that refashioned Americans’ view of maritime culture, history, and heritage

for the next century.

Change, Reaction and Retreat

Inventing an acceptable vision of the past helped upper-class American elites
cope with the enormous and unprecedented changes American society underwéﬁt in the
decades between the Centennial and the beginning of the Great Waf. Prosperity and

- order stood in opposition to thé growing class-consciousness of the wo‘rking classes,
which resulted in a period of p‘rcb)tractedﬁ conflict ‘between these rival interests. The
consolidation of weélth and busineés interests‘pulled Americans away from time-honored
and familiar values and forced ui)on them new hieraréhies of control, new concepts of
society and culture, and new ways of life. Adrift in a sea of changes, some Americans
embraced the avant-garde, others sought order through organizational culture or political

action, and others still smoothed their transition to the modern world through a retreat

Architecture, Society, and Public Order (Cambridge, MA: Harvard University Press, 1989); and Samuel P.
Hays, The Response to Industrialism, 1885-1914 (Chicago: University of Chicago Press, 1957).

7 Historical Statistics of the United States, Millennial Edition Online,
http://hsus.cambridge.org/HSUS Web/toc/hsusHome.do (accessed 10 October 2006).
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into the culture of the past. All of these phenomena are well documented.® Regarding
reactions to social change, the Maritime Revival was a project of those Americans who
looked backward. |
The rise of a new middle class of professiorlals and bureaucfals challenged the ‘old

order. Warren Susman argued thelt Gilded Age changes led to the developm‘ent'of new
cultural formé, and produced a “fuhdamental conflict” between the olcl order that he
called “Puritanélepublican, producer-capitalist” culture and a ‘lnewly emerging cullure of
a'bundance.”9 This culture of abundance was the result of technologicél changes and the
communicatiohs revolution, advances in transporting people a'rld products, and most
importantly to Susman, the role of the lale nineteenth andvearl'y twentieth century |
“Organizational Revolution” in helping to crea‘te‘ a ne_w soclal eléss of v"‘»bureauc.rats:
managers, professiohals, white-collar workere, techhicians, ealespeople,‘c’lerks, [and]
engineers.”'® Producing neither goods nor crops, this class pushed paper. Set in

. opposltion to the olderbculture of Puritan-repuhliean, producer-capitalist culture, this new

“middle class of Progressive-era organizers possessed different values. Where the old

order “envisioned a world of scarcity...hard work, self-denial...sacrifice and character,”

¥ See Nell Irvin Painter, Standing at Armageddon: The United States 1877-1919 (New York: Norton,

1987); Alan Trachtenberg, The Incorporation of America: Culture and Society in the Gilded Age (New
York: Hill and Wang, 1982); Robert Wiebe, The Search for Order, 1877-1920 (New York: Hill and Wang,
1967); T.J. Jackson Lears, No Place of Grace, Antimodernism and the Transformation of American
Culture, 1880-1920 (New York: Pantheon, 1981); Ann Douglas, Terrible Honesty: Mongrel Marhattan in
the 1920s (New York: Farrar, Strauss, and Giroux, 1995); Morton Keller, Regulating a New Society: Public
Policy and Social Change in American, 1900-1933 (Cambridge, MA: Harvard University Press, 1990); and
Norman Pollack, The Populist Response to Industrial America: Midwestern Popullst Thought (Cambridge,
MA: Harvard University Press, 1962).

? Warren 1. Susman, Culture as History: The Transformation of American Society in the Twentieth Century
(New York: Pantheon, 1984), xx, xxi; Thomas Bender, Toward an Urban Vision: ldeas and Institutions in

Nineteerith-Century America (Lexington: U of Kentucky, 1975), xii.

1% Ibid., xxi. See also, Wiebe; Search For Order.
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the newer culture emphasized “being liked and admired,” “plenty, play, leisure
rrecreation, self-fulfillment, dreams, pleasure, immediate gratification, personality, public

relations publicily, celebrity” as Well as “buying, spending, and consuming.”"!

Not ail Americans were comfoftable with the shift to the culture of abuﬁdance.
W.YH. Tayvlor 6f Narragansett, Rhode Island recalled, vﬁth some despaii‘, the shift in
values. “I can remember Well more than 60 years ago when thes [sic] songs was sang,”
wrote Taylor around 1927, -“ybu could see in every action thire [sic] love of country with
fife and drum they would march the ‘streets every body seamed [seemed] to be friends
and was- happey [sic] and contented and loved thire [sic] vcountry.” Old-stock American
“fofefarth_ers,” [sic] by Taylor’s accounting, had, “with thire [sic] hérd work and énegy
[energy] conkerd [conquered] the forest and turned them ‘into‘home and farms for thire
[sic] good. And the~decendenc [’de'scendanvts] of this sterdy [sic] stock was stil [sic]
bﬁilding the foundattion [sic;] to the most prospours [prosperous] nation wichever [sic] -
was created.” Looking to the heroic past as a tirﬁe when behaviors were mofe authentic
and selfless, Taylor exemplified the patriotic values of thé Puritan-republican class. Hard
work, struggle, and self-denial for the greater good of the nation were the values that
Taylor thought important—and passing from view—as some members of American

society in the 1870s and 1880s transformed their values. His views placed him squarely

in the antimodernist camp.'?

" bid., xxiv, xxii. Italics in original. See also, T.J. Jackson Lears, Fables of Abundance: A Cultural
History of Advertising in America New York, Basic, 1994) and Simon J. Bronner, ed., Consuming Visions:
Accumulation and Display of Goods in America, 1880-1920 (New York: Norton, 1989)..

"> Typescript, W. H. Taylor, “Memories of Narragansett Pier,” n.d. [c. 19277], 35. David Patten Papers,
MSS 605, Folder 38, Rhode Island Historical Society, Providence, R1 (hereafter cited as Taylor,
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From his syntax, Taylor will never be mistaken for a scholar or member of the
white Anglo-Saxon Protestant elite, yet his obselfvatioh of the ehaﬁges surrounding him
supports Susman’s argumeht. “Whether [ am right or not in’looki‘ng back 70 years,” he
asked rhetorically, “it seams:[sic] to me thire [sie] waas [sic] a difrent [sic] fealing [sic]
and air to everything today.” Taylor, in typically antimodern fashion, did not approve of
the new values his countrymen were embracing, and the difference he felt“in the air Was
the shift towards a culture where abuﬁdance; leisure, and consumption were the new

. mores. “Now‘thire [sic] is too much value pu‘E on how much has he got [.] the man is

< NOW masured [measured] by his money it dose [does] not’vmatter hoe [how] he required
[acquired] his wealth” he Wrete.13 Newfound attention on wealth as a };ardstick set the
stage for this setvof veilues to reshape American culture.

| Susman identified one group%the middle class organizers and new consumers—

who would be ’particularly important in an American eulture refashioned around
consumptien. This shift in culturai values was significant; if the past was to be used to
reiﬁfdrce the ideals of the old order, that past had fo be considered desirable to the new.
Between the 1880s and 1920s, some specific pieces of Americana were being proeessed
and packaged _fer sale in new mass markets’; A sudden attention to celebrity, personal :
pleasure,ﬂ-and possessions made a heroic past, whether real or imagined, a valuable
commodity, and some members'of the new professional class were practicelly teilor- |

made to be consumers of celebratory heritage. The budding culture of abundance

" Narragansett Pier; and folder number). The circa 1927 date is the closest possible, and resulted from
extrapolating information found on page 16 of Taylor’s undated memoir.

" Ibid., 35.
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reflected the newly formed divisions in American society while simultaneously allowing
members of this incipiént class to buy into the old. However, the middle class assault on
the old order was only one front in the culture war.

A triumvirate of massive induStrialiZétion, urbanization, and immigration was at
work reshaping the economy, demographics, landscape, and consciousness of Americans
in Gilded Age and Progressive-era society. Even earlier, as Thomas Bender has
suggested, urbanization and industrialization‘alltered the ways in which all classes saw
themselves and their place in Ameriéan society. A shift from rural to urban life between
1800 and 1850 led to changes that were “felt and dealt with by a far wider spectrum of
Americans” than previously believed.'* However, the changes Bender has described
before 1850; and fhe move “towards an urban vision” of the United States were small
when compared with those endured in post-bellum American life. Where the
industrialization of Lowell, Massachusetts, was unsettling to some in the 1830s and
1840s, the agrarian “Jeffersonian legacy...of a belief in republican freedom, community,
individuai morality and industriousness, and the mdral and economic value of turning the
land to productive uses” nonetheless remained, because most Americans still lived
outside the eastern cities."> By the 1880s, however, social and cultural changes were
occurring on an unprecedented scale that made the chan_ges in the first half of the
nineteenth century pale by comparison.

The new character of industrialization and immigration also produced reaction by

old-stock Americans. Industrialization had long been part of the American landscape, as

' Bender, Toward an Urban Vision, x, xii.

" Ibid., xii.
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had immigration from northern European nations. Industry, massive though it was in
eastern cities befovre the Civil War, was ambiguous; uppef-'class Yankee capitalists owned
the mills and factories that were creating the change. The resulting urban growth was
thus difficult to criticize.'® After the war, however, immigration on a heretofore-unseen
scale, and of a new character, created new and challenging problems. Existing
somewhere between the older Puritan-republican culture and the new middle class, the
burgeoning immigrant/working-class culture provided labor for the growing industfial
might of the United States after 1880. Pushed by poverty from their home couniries', the
economic possibilities in America also pulled immigrants into the United States. The -
new immigrants were not yet a part of the culture of abﬁndanCe (which could perhaps
more preéisely be fermed a culture of consumption), though they undoubtedly wanted tob
become a part of it. To old-stock Americans, though, the immigrants were an affront to
both the newer c_ultureyof abundanc"e and the Qld order. Some Progressive-era reformers
established settlement vhouses with the goaﬂ of educating and assimilating the immigrants
into American culture, Whéther old or new; Others were less charitable, and Jacob Riis’s
- 1901 exposé, How the Other Half Lives, further horriﬁe‘d some old-stock Americans Wﬁo

feared that newly arrived “swarms” of immigrants were a pestilence that would dilute or

' See John Higham, Strangers in the Land: Patterns of American Nativism, 1860-1925 (New Brunswick,
NI: Rutgers University Press, 1988); Robert F. Zeidel, Immigrants, Progressives, and Exclusion Politics:
The Dillingham Commission, 1900-1927 (Dekalb, IL: Northern Illinois University Press, 2004); Kenneth T.
Jackson, The Ku Klux Klan in the City, 1915-1930 (New York: Oxford University Press, 1967); and Walter
Benn Michaels, Our America: Nativism, Modernism, and Pluralism (Durham, NC: Duke University Press,
1995).
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even destroy the essential American identity the elites of society had éo carefully built
over nearly three centuries.'’ |
Ironically, some immigfants’ countries of origin initially held a highly romantic

“ place in Ameriéan minds. National governmental institutioné ,Copicd Greek democratic
and Roman republican rﬁod‘els, Amerigan artists adorned George Washington in togas,
Italian scﬁlptors created works for the United Statés Capitol, Italiah painters and
musicians travelled tb Massachusetts and Maine. vaimilarly, American artists, writers,

“and intelligehtsia were drawn to Rome as the center of western art because, according to
William David Barry, they thdught of Italians “as possessing akin to what we now call
‘soul’.”'® This idyllic image, and increased ease of travel; drew American artists to an
Itaijan $0j ourn to éxperience opén'sgnsuality and ‘a frecdom absent in>thé, United Stafes.
Travel thr(‘)ugh‘ Italy offered the oppoﬁunity to COnsidér co{rvltempofaryvAmervican issues of
class, race, and gendcr from a different rvantage point. Th‘ese.arﬁvsts and writérs, once
rcleased from the constraints of American society, had the chance to explore new senses
of self, their own nétional character, and “othern‘ess in {/aripus forms.’»’19 Once

immigrants began arriving in large numbers, though, experiencing this otherness became

a two-edged sword for Americans. When indigence and a crumbling hbusin_g stock

17 Jacob Riis, How the Other Half Lives: Studies Among the Tenements of New York (1901; repr., New
York, Scribner’s, 1939). See also, Keith Gandal, The Virtues of the Vicious: Jacob Riis, Stephen Crane,
and the Spectacle of the Slum (New York: Oxford University Press, 1997); James B. Lane, Jacob Riis and
the American City (Port Washington, NY: Kennikat Press, 1974); and David Ward, Poverty, Ethnicity, and
the American City, 1840-1925: Changing Conceptions of the Slum and the Ghetto (Cambridge, UK:
Cambridge University Press, 1989). ”

'® William David Barry and Randolph Dominic, “The Italian-Americans: They Called Them Magic
- Acadians,” Maine Sunday‘Telegram, October 11, 1981, D1.

' Robert K. Martin and Leland S. Person, eds., Roman Holidays: American Writers and Artists in
' Nineteenth-Century Italy (Iowa City: University of Iowa Press, 2002), 1-8.
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created slums in New England’s cities, some of poverty’s poetic charm went missing.
“And the Banditti that had looked so colorful...as accessories in landscape oils,” Barry
has vﬁitten, “now seemed to threaten society.”*° Sensuality, i_rresponsibility, and a |
general “othernes.sv” were the very qualities that ﬁ1arkéd the imﬁligrants'_‘ és alien, criminal,
or racially impure once Italy érrived at Amerfca’s golden door.
| Immigrants hailing from séﬁthern and eastéfn European nations differed frbm
Anglo, Germeinic,l anci Scandinavian immigrants from the generation or two previous. -
Members of fhese northern European groups had crewed American Ve:ssels since thé
1870s and 1880s as déqlining labor conditidr.ls‘took some of the shine off of seafaring for
native-born Americans. Northern European immigrants were more easily assimilated.
Further, at sea, these foreigner_s were “out of sight, out of mind.” waever, southern and -~
| eastern Europeans had different cuts to their jibs, were more. numlerous, ‘and unlike the
hortherri European sailors, presented a conspicuous presence on land. Everyihing from
education and language to culture, foodways, and political leanings marked these
immigrants as an alien presence in the United Stétes. What started as avtrickle in the
1830s and 1840s became a deluge of outlandishness after the Civil War.?! When they
remained in their own neighborhoods and ethnic enclaves, the immigrants were less of a

problem for those from an older American culture, but they were still troublesome. More

%% Barry and Dominic, “The Italian-Americans.”

*! See Leonard Dinnerstein and David M. Reimers, Ethnic Americans: A History of Immigration (New
York: Columbia University Press, 2009); Susan L. Mizruchi, The Rise of Multicultural America: Economy
and Print Culture, 1865-1915 (Chapel Hill: University of North Carolina Press, 2008); Reed Ueda and
Conrad E. Wright, Faces of Community: Immigrant Massachusetts, 1860-2000 (Boston: Massachusetts
Historical Society; Northeastern University Press, 2003); and Rudolph J. Vecoli and Suzanne M. Sinke,
eds., A Century of European Migrations, 1830-1930 (Urbana, IL: University of Illinois Press, 1991); and

. David Ward, Cities and Immigrants: A Geography of Change in Nineteenth-Century America (New York:
Oxford University Press, 1971).
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upsetting, though, were the many that did not stay put. Their perceived tﬁreat to essential
. Americanism increased along with their groWing numbers. ‘;They spilled over into the
public spaces that characterized nineteenth-century America. ..that included theafres,
music halls, opera houses, museums, parks, fairs, and the rich pu.bllicl cultural life that
took piaCe daily on the streets of American cites,” wrdte Lawrence Levine. “This [the
rich public cﬁltural life] is pfecisely wherebthe threat lay and the rersponse of the elites
was a tripartite ohé: the retreat into their own ptivate spaces when'evér possible; to
transform publié spaces by rules, systems of taste, and canohs o‘f behavior of their own
choosing; and, finally, to convert the strangers so that their modes of behavior. and
cultural predilections emulated thoée of 4the eli‘te.s:”v22 'Establishing prbpriety among the
immigrants would help to protect American culture, Whethef ité art and theatre or its
fundamentél national identity. |
The attitude of old-stock Americans towards thé new immigrants was evidenced
by the disdain heaped upon them in é 1906 letter from Daniel C. Roberts, President of the
New Hampshire Historicél Society, to Ch‘arle's Francié_Adams, President of the
Massachusetts Historical Sociéty. Robefts applauded Adams’s efforts lobbying the
United States Congress to restore the 1797 frigate USS Constitution. Among other goals,
the restdration of such a symbol Wou_ld help to ihdoctrinate essential American values in
the next generation of native—boﬁ Americans. Preservation effofts, wrote Roberts, were

~ important because they would “help us in the endeavor to kindle in the minds of the

2 Lawrence Levine, Highbrow/Lowbrow.: The Emergence of Cultural Hierarchy in America (Cambridge,
MA: Harvard University Press, 1988), 177. See also, Daniel Kanstroom, Deportation Nation: Qutsiders in
American History (Cambridge, MA: Harvard University Press, 2007); and Daniel Rogers, Guarding the
Golden Door: American Immigration Policy and Immigrants Since 1882 (New York: Hill and Wang,
2004).
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children‘ some idea of that which the relic stands for, and possibly [kindle] in their hearts
some }pat}riotic ﬁre.” For old-stock American children, the restored Constitution would be
an important lesson in Ameriéanism. Despite considering ita premier ‘example of core
American values, Roberts thought othef childrgn might n‘ot’ recognize the benefit. “But
how little the swarming offsp.ring of the immigrants re‘alﬂize What it all means to them,”
Roberts concluded.”® Adams and others_thought that this particular piece of the maritime
| past could be used as a tool, an “6‘bject lesson of patr.iotism,” to educate the new
arrivals.?* Roberts, from his perch in the Granite State, remainedvunconvinced that the

9.

“cultural predilections™ of immigrants could ever be convefted towards those of old-
stock‘Americ‘ans. Clearly, not all Americans welcomed their_new polyglot society.
The New Bedford whaleman statue, much like the restoration _of the US‘S
"Constitution, speaks to Anglo-American culture’s need to seek out a heroic past for
symbolic value in contemporary life, as well as the jingoism behind such an attitude. The
statue may have memorialized an imagined past, but one thing that it did not do was
reflect accurately the parameters of the contemporary industry it was representing. Even

though “white whalemen hadn’t dominated since the Civil War,” Pratt’s statue was

commissioned by William W. Crapo as a monument to the heyday of whaling, which

2 Daniel C. Roberts to Charles Francis Adams, Jr., 29 March 1906, Massachusetts Historical Society
Council and Officers, Records Relating to the Restoration of the Constitution (frigate) 1896-1925, folder,
Constitution letters, 20-31 Mar. 1906, Massachusetts Historical Society, Boston, MA (hereafter cited as
Constitution Restoration Records, and folder name).

#* Anon., “To Save Old Ironsides. Put Her in Commission. And Make Her an Object Lesson of Patriotism
and Naval History.” New York Tribune, 3 January 1904, Constitution Restoration Records, folder,
Constitution (frigate) Clippings (fragile) 1897-1906.

 Levine, Highbrow/Lowbrow, 171.
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conveniently ignored the “years of black and brown whalemen” in the boats.”® Crapo,
like New Hampshire’s Roberts, located his cultural heritage in the early nineteenth, rather
than the early twentieth, century. |
A sense of national unity had sustained the young United .States during the
Revolutioﬁary and early national eras. After weathering the Civil War, Americans “had
to establish ‘national character’ in a different sense,” as one historian has written.
Vélues, temperament, and ruling class were all questions, and nativists had the answers.”’
~ A century earlier, American identity was easier to locate. Change was slower,
immigrants less conspicuous, and most importantly, any of the harsh realities of the early
national period experience-as-lived had b’een softened by time. By the turn of the
twentieth century, though, old-stock Yankees were becoming increasingly uncomfortable
.as they saw New Bedford becoming a haven for “iﬁlmigrant Irish, Jews, Azovreans’ and -
more.”® New Bedford Morning Mercury editor Zephania Pease helped' push Pratt to use
a white whaleman as model and advised Pratt to ignore Herman Melville’s three
harpeoners of celor, Queequeg, Daggoo and Tashtego, because they were “not typical of
the glorious host of whalemen who made the fame of New Bedford....The whalers of ‘
yesteryear, whom the sculpture honors and perpetuates, is the Native born — ‘A health to
the Native born, Stand up!’ * wrote Pease.”” Crapo and Pease were but two of many

‘people troubled by the dilution of an essential American identity by immigrants. There

% Lovinger, “Absence of Color.”

%" Dale T. Knobel, America for the Americans”: The Nativist Movement in the United States (New York:
Twayne, 1996), 156.

2 Lovinger, “Absence of Color.”

% Zephania Pease, as quoted in Lovinger, “Absence of Color.”
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was little Americans could do to rebuff industrial capitalism or the flow of people away
from agrarian life and into the cities. Instead, they resisted the flow of foreigners.

Maine writer Kenneth Roberts, celebratéd by Américans in the 1930s and the
Pulitzer Prize committee in the 1950s for his noveis of colonial and» American -
Revolu’sionary generation heroicism, was most famous fof Nort,hwest:Passage (1 937), .on
' the‘French and Indian Was. -B:efore‘his career as a novelist, though, he set out to combat ,
the rising tirde of immigration. Through a s¢ries of arﬁcles .in the Saturday Evening Post
and culminating with the xénophobic (and ponderously tiﬂed) Why Europe Leaves Home:
A True Account of the Reasons Which Cause Central Euleopeans to Overrun America,
Which Lead Russians to Rush lo Constam‘mople and 0ther F ascmatzng and Unpleasant
Places Which Coax Greek Royalty and Commoners znto Strange Byways and Hedges

 and Which»]nduce Englishmen and Scotchmen to_ Go. O_ut at'Night (1922), Roberts Viliﬁed
immigrants for their character and poiitiCians for faﬂing to take a stand _e_igainst
: immigratio'n.30 He was sbmewhat sympafhetic ta_southeastefn and central*Europeah
economic conditions and he recognized that the Bolshevik revolution in Russia had
helped to push Europeans out of their native countries. Still, in an effort to lobby

Congress, Roberts deplored “the timidity of politicians who fail to stop immigration” by

3% Kenneth Lewis Roberts, Why Europe Leaves Home: A True Account of the Reasons Which Cause
Central Europeans to Overrun America, Which Lead Russians to Rush to Constantinople and Other
Fascinating and Unpleasant Places, Which Coax Greek Royalty and Commoners into Strange Byways and
Hedges, and Which Induce Englishmen and Scotchmen to Go Out at Night (Indianapolis: Bobbs-Merrill,
1922). For more on Kenneth Roberts, see Ben Ames Williams, The Kenneth Roberts Reader (Garden City:
Doubleday, Doran and Company, 1945); and Jack Bales, Kenneth Roberts: The Man and His Works
(Metuchen, NJ & London: Scarecrow Press, 1989).
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“hedging here and trimming there in order to get the Italian vote or the Irish vote or the

German vote or the Polish vote in certain sections.”"

Roberts was anti-Semitic and ultimately, a racist.>? He considered German,
Polish, and Russian Jews willing to ‘fturn a penny honestly or dishonestly whenever or
wherever they can; and e\}en the Jews themselves Will admit that they do it dishonestly
far more often‘ than they d6 it hpnestly.. . .[the di.shonest] afe the true human peurasiteks.”j3

He was hostile towards Itaiians, Yugoslaviaps, Greeks, Turks, Genﬁans, African-

- Americans, Portﬁguese, Spaniards, Czecﬁs, and especially, as is clear from }above, Jews.
Immigrants, he thoﬁghf; were lazy, dirty, vérmin-infested vloafers, wife;abandoners, and -
cheaters, and immigraﬁon a bane to the racial purity of America.** “If more ahd more
immigrants continue to pour ih, and assimilation continues bad,” vhe} wrote, “either the
United States will develop large numbers of separatel racial groups...or America will be
populated by a‘mongrel race.”® The Greeks and Romans were undone by unrestricted

- immigration, turning each ancient civilization into a “mongrel race,” he believed, and
2 2

“Unrestricted immigration will inevitably and absolutely do the same thing to

3! Julian Street, review of Why Europe Leaves Home by Kenneth Roberts, New York Times Book Review
and Magazine (July 30, 1922), S5,
http://query.nytimes.com/gst/abstract.html?res=9D00E1D91239EF3ABC4850DFB1668389639EDE
(accessed May 27, 2008); Roberts, Why Europe Leaves Home, 23.

32 According to biographer Jack Bales, Roberts “relied on the theories of pseudoscientific racists. ...[and]
proponents of Nordic superiority...Madison Grant (The Passing of the Great Race, 1916) and Lothrop
Stoddard (The Rising Tide of Color against White-World Supremacy, 1920). Roberts not only had read their
books but had meet both men, in fact, his arguments were occasionally just mere paraphrases of passages
from their works.” Bales, Kenneth Roberts, 17.

 Roberts, Why Europe Leaves Home, 16-17.

3* Bales, Kenneth Roberts, 14-20. Neither the list of offending nationalities nor offensive traits is
exhaustive. : ' ' '

%> Roberts, Why Europe Leaves Home, 21.
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" Americans.” There was no question in his mind which group should be at the top éf fhe
social and racial hierarchy of the United States. “The Ameriqan nation was founded and
developed by the Nordic race,” wrote Roberts, “but if a few million more members of the
Alpiné, Mediterranéan and Semitic races are poured among us, the result must inevitably
be a hybrid race of peoﬁl_e as worthless and futile as the good-for-nothing mongrels of
Central America and Southeastern Europe.”® Parasites and mongrels were cominé in fo
destroy the purity of América that, in his estimation, compared favorably with Hellenic
and_ Roman civilization. In a more charitable moment, Roberts considered the Irish to be
“among the very best of our immigfants,” perhaps reﬂecﬁné the progress the sons anéi

_ 'daughtérs of Ireland had made at “becoming white” in the second half of the ninétegnth
cen‘[ury.3 7

Roberts’ timely message found supbort With a popular audience. A glowing
reViewvby Julian Street in 1922 in the New York Times called the book “Keenly
observant, vividl’y"‘and breezily written, often humofoué and always sound.” “Sane and -
disinterested readers will, I believe,” continued Street, “find it impossible to disagree

with him.”® Street agreed that immigrants were “wretched hordes of Central and

3

Southeastern Eurdpe”; the only objections to Roberts’ book would come from the
“steerage of our luxurious national craft, and from persons more concerned with getting

their friends aboard than with maintaining’a certain standard of desirability in the ship’s

36 Ibid., 22.

,37 Kenneth Roberts, “The Rising Irish Tide,” Saturday Evening Post, February 14, 1920, 61. See also, Noél
Ignatiev, How the Irish Became White (New York: Routledge, 1995). :

38 Street, review.
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company.” Further, Street reminded readers that Roberts’s publisher claimed his
concluéions in chapter 4, “The Remedy,” were the “basis for a permanent law noW under
consideration” by the U.S. 'Congress.‘ Undoubtedly, these were the deliberations over the
Immigration (Johnson-Reed) Act of 1924.%° On this point, Street asserted: “May the day
soon come when this book, having served its purpose, will sink to unimportance.”
Finally, Street urged all “Americans whose children are to live in the United Stafes"’ to
read the book. “It ought at the present time,” he insisted, “to have the right of way over
any other book I know.”*® This was a powerful endorsement in the pages of the New
York Times. Given their agreement regarding the low character of some of the

‘ immigrants, Roberts énd Street both questioned whether assimilation was possible;
instead beiieving that stemming the tide of immigration was necessary to national and
racial survival. “America is confronted by a perpetual emergency as long as her laws
permit millions of non-Nordic immigrants to pour through hef the sea—gatés” Roberts

~declared. “When this inpouring ceases to be an emergency, Americé will have become
thoroughly mongrelized, and will no longer be the America of Washington, Adams,
Jefterson....The climate and scenefy of America will have no more power to countéract
the inevitable ruin, corruption, and stagnation which follow cross-breeding than the
climate and scenery of Central Italy had to perpetuate the genius of the ancient

Romans.”*! Closing the door seemed to be the safest course of action.

3 Knobel, America for the Americans, 236.
0 Street, review. Except Knobel, as noted, Street is all of the quotes.

“! Roberts, Why Europe Leaves Home, 97.
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Roberts had clearly tapped into a vein of prejudice amongst Americans fearful of
losing their national character. His fame as a writer of historical novels trumpeting the
bravery of pure, true Americans of the Révolutionary generation, spoke to his, and the
reading public’s, ability and desire to utilize the image of a past heroic qulture as comfort
in a changing United States. Though none of his books ever won the Pulitzer Prize, the
prize committee awarded him, just a few months before his death in 1957, a special
citation fof “his historical novels, which have long contributed tovthe creation of greater
interest in American history.”* As in the rest of revival-inspired art, literature, or
ideology, he succeeded only in creating interest in a fairly sanitized version of American
history. Roberts’s views, as expressed in Why Europe Leaves Home, were endorsed
when President Calvin Coolidge signed the Immigration (J ohnson-Reed) Actin 1924.%

Nativism was a p-otent force, and Anglo Americans used their culture like a
citadél, protecting their way of life by walling it off and aiso offering a shining example
on a hill. Men like Pease and Crapo looked to the past reverentially and recalled a heroic
golden era of whaling, before economic panic and depression, before petroleum and
steam power, beforé industrialization, and before immigration darkened their white city.*
The actual New Bedford had offered views of “the queerest looking nondescfipts from
foreign parts,” as Wo_uid any seaport, wrote Herman Melville in 1851. This observation,

based on his personal experience from 1841, was precisely the era Pease and Crapo

“2 Bales, Kenneth Roberts, 118.
* Ibid., 19.

* Lovinger, “Absence of Color.”
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memorialized With a white whaleman.*® Theirs was an exercise in selective memory by
a generation that longed for old values in a changing world. This was more than simple
nostalgia; it was a conscious attempt to use thé past as a balm for those fearful about the
present and future culture of the U-n‘ité‘d States. o |

A central irony to this effort was its absolute ahistoricity. Despite pefceptions and
memories 110 the contrary, ;‘mﬁltiplicity had Been the reality” thioughout American
history.46 The United States had, even in the colonial p'eriobd,,p‘oS,seSSed great diversity,
inéluding peoples from Ireland, African slaves, Native Americans, Caribs,‘ and Atlantic
Creoles.”’. HéweVef; ;[he pace of change had increased exponentiélly by the end of the . "
nineteenth century as incrementél'éhange and ‘mi‘ld héferogenéity' gave way to'a flood of
new, fo‘reigﬁ, complex and dislocating iaherioména that were “mor_e immediate and
undeniable,” which made, Levine wrote, “an a_lready he‘térdgéngoué people lodk |

| positively homogeneous in comparison to what they were beComing.”48

4 Herman Melville, Moby-Dick, or, the Whale, Northwestern-Newberry Edition, vol. V1, Harrison
Hayford, ed. (Evanston: Northwestern University Press and the Newberry Library, 1988), 31; Herschel
Parker, Herman Melville, A Biography, vol. I, 1891-1851 (Baltimore: Johns Hopkins University Press,
1996), 180. : ' .

% Levine, Highbrow/Lowbrow, 175.

‘7 See Ira Berlin, Many Thousands Gone: The First Two Centuries of Slavery in North America
(Cambridge, MA: Belknap, 1998); Ida Altman and James Horn, eds., “To Make America”: European
Emigration in the Early Modern Period (Berkeley: University of California Press, 1991); Karin L. Zipf,
Labor of Innocents: Forced Apprenticeship in North Carolina, 1715-1919 (Baton Rouge: Louisiana State
University Press, 2005); and Charles Fanning, ed., New Perspectives on the Irish Diaspora (Carbondale,
IL: Southern Illinois University Press, 2000).

8 Levine, Highbrow/Lowbrow, 175-177,207. See also Jack Beatty, 4 ge of Betrayal: The Ti r)'umph of
Money in America, 1865-1900 (New York: Knopf, 2007); Julie Husband and Jim O’Loughlin, eds., Daily
Life in the Industrial United States, 1870-1900'(Westport, CT: Greenwood, 2004).
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Crapo and Pease were hardly the only men lamenting the entry of non-“native
born” others into what they perceived as a previously homogenous society.” Upon
witnessing immigration firsthand at Ellis Island, Henry James was left with an impression

- of something “immeasurably alien” that challenged an individual’s “supreme relation.. .to'
one’s country.” James, disconcertad, felt the"entire “idea of country itself underwent
bsomething of a profane overhauling through which it appears to suffer the iﬂdignity of
change.”50 A United States altered by immigration and urbanization was more than

James cared to bear. Instead of addressing éocietal probleihs like many Progressive-era
vreformers (wﬁatever their true motivatiah) James iﬁstead uhdertook “little excursions of
memory...directed to the antecedent time....[that] ministered, at happy,nvloments, to an
artful evasion of the actual.” These memories were of a comforting past as he imagined -
it, before his'twenty-year European sojourn. His image of the past was a Va.luable.cop‘ing
mechanism, allowing him to escape the reality of the new American life. Eyasio‘n was |
the oniy récourse for thé dilution of American videntity, for “there was no escape from the
o ubiquitousalien ihto the future, or even into the present;” J ames lamented, “there was an

»31 Both locals like Crapo and Pease and a national figure like

escape but into the past.
James used the past to soothe the social dislocations of their present reality. Yet, while

they may have bee_h retreating into a past that bore little resemblance to the actual lived

* Zephania Pease, as quoted in Lovinger, “Absence of Color.”

*® Henry James, The American Scene, ed. Leon Edel (1907; repr., Bloomington, IN: Indiana University
Press, 1968), 85-86. - '

S bid., 87.
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experiences of their ancestors, the image they created for themselves also offered a

powetful tool to help assimilate the new arrivals.

Revivalism: Public and Personal

“Architecture,” ar’chitectura}l historian David Stevenson Andrew has asserted, “is
the mostrpub‘lic of all the arts.”>* Accepting this maxinvl‘,vthe buildings a society
, eonstructs offer rich insights into its ideals. Whether emulating Georgian styles in the '
. coloniél period, Neoclassicism.in the early national era, or Victorién architécture after the
Civil War, Americans vglued styles‘and ideas imported frem abroéd. With the advent of |
Colonial Revival areh‘i.tectural styles after the Centennial, Americans referenced their A
own history and heritage; instead of looking across the Atla}ntic for inspiration, some
Americans found it in their own cofonial past. “The rejec'ﬁon of the immediate and
recent past led colonial revinalists to idealize the distant past,” Bridget A. May has
. claimed. “Tney viewed the colonial era asa golden age.” The Colonial Revival -
‘ heroicized eaﬂs/ colonists and the Re’volutionary generatioh és archetypal Americans,
" preserving Qld honses, »gn‘tiq‘ues, and art, and also building new houses in the colonial
style.™ ,'At i_ts ontsef, mest Who partic__ipated were old-stock Americans. “The

_ preservation of Coion_ial buildings,” William Rhoads has asserted, “has been almost

%2 David Stevenson Andrew, pers. comm.,Seﬂptember 5, 2007.

33 Bridget A. May, “Progressivism and the Colonial Revival: The Modern Colonial House, 1900-1920,”.
Winterthur Portfolio 26, no. 2/3 (Summer-Autumn 1991): 110.

5 William B. Rhoads, The Colonial Revival (New York: Garland, 1977), 477.
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exclusively the domain of men and women who could claim Colonial ancestries....New
building was also affected by this exaggerated concern for ancestry.”*

Concern fo.r ancestry was a direct resﬁlt of the deluge of immigrénts who
threatened, so the elites believed, core American values. “Civilized man, and especially
one of Anglo-Saxon descent,’; de'clared architect Joy Wheeler Dvow in 1904, “is a home-
loving creature.'”5 s Therefore, the values of the home were ever-important to maintaining
Anglo-Saxon culture. Dow described other requirements for an awareness of ancestry,

- such as the ability to trace one’s 1ineage (having “no black sheep to make him ashamed™)
and attention to collecting “sundry heirlooms, plate, portraits, miniatures, pictures, rare
>'Volumes, diaries, letters and state archives to link him up properly in historical suécession
and progression.” Dow concluded that all this was necessary because Anglo-Saxons both
needed and wanted feelings of continuity with the past. In short, heb decided, “We are
covetous of our niche in history.””’ Undoubtedly, part of this yearning was driven by a
sense that the Anglo-_Saxon niche was getting smaller upon the arrival of each immigrant
ship.

Architectural historian William Rhoads was the first to identify Colonial and

Colonial Revival architecture as a vehicle to combat rapid societal changes at the end of

the nineteenth century, positing that such styles imbued newly arrived immigrants with

55 Rhoads, Colonial Revival, 437-438.

% Joy Wheeler Dow, American Renaissance: A Review of Domestic Architecture (New York: William T.
Comstock, 1904), 17. Despite the name, Joy Dow was male.

7 . .
37 Dow, American Renaissance, 18-19.
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core American values.”® “One purpose in preserving buildings associated with great
national events,” Rhoads believes, “was to inspire the young and foreign-born with a
sense of respect for the nation’s founders and their ideals.” In the absence of
preservation, new building in the colonial style Would suffice. The ver_y act of copying
the Revolutionary generation’s architecture was nationalistic. “There can be .little doubt,”
Rhoads has written, “of the patriotism of the architects or clients who chose to model
houses after the Georgian residences of the most illustrious of the founding fathers.”®®
This replication of styie created ties to their values as well as their architecture.

Often, these simulacra bore little resemblance to the actual colonial experience, as
the inipressive archit_ecture ere_cted by Colénial Revivalists was often on a scale that no
hgat-loving colonist would have ever considered building. “Many colonial revival houses
were large with irrégular and complex outlines,” Bridget May has asserted. “The goal of
variety in design was achieved with wings, ells, bay windows, and other protrusions, and
a multiplicity of roofs, materials, windows, and applied decorations.”®! Creating an
imagined past was perfectly acceptable for the positive “psychological” benefit on the
“cultivated American man or woman,” claimed Dow.? “We may not, indeed, have

inherited the house we live in; the chances are we have not. We may not...[have] ever

38 Rhoads, Colonial Revival, 536. See also William B. Rhoads, “The Colonial Revival and the
Americanization of Immigrants,” in Alan Axelrod, ed., The Colonial Revival in America (New York:
Norton, published for the Henry Francis du Pont Winterthur Museum, 1985), 341-361.

%% Rhoads, Colonial Revival, 536.

% Ibid., 481.

¢! May, “Progressivism and the Colonial Revival,” 111.

82 Dow, American Renaissance, 19.
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gloried in the quiet possession of as ideal a homestead,” Dow continued, “but for the sake
of gondness—ffor the sake of making the world appear a more decent place to live in—let
us pretend that they did, and that it is ours now. Let us pretend that God has been good to
us.”® Dii/ine Providence had put Anglo-Saxonism at the‘top of the social hierarchy, and
clg'arly, Ipretending and imagining was more important to Dow than one’s éctual legacy.
All tiiat was necessary was that one envisioned fhe correct imagery, which, in Dow’s
case, was a plate of the Govemor Smith House, in Wiscasset, Maine, a classic federal
with a two-story elevation built in 1792. Similarly, historian Rhoads has agreed that
authenticity was not always necessary to fransfgr _thé correct sets of values. “Nor did the
Colonial building,;’ Rhoéds hascnnclnded, ‘.‘ha-vc to be of the Coio'nibal ¢fa to WOi‘k for
Americanization.”®*
Houses and public buildings were the most public exnression of this tendenby to
find inspiration and essential American values in heroic generations past. ‘However', the
~ subtext of Cnlonial Revival architecture was resistance to social change: '__“One important
| group of Colonial Revivalists,” Rhoads has asserted, “looked back nostalgically or even
longingly to an earlier era when America hadrb'een ruled by an aristocracy. and class
: divisions remained distinct.”® In the Prngressive era, social class retained an important
role, especially among those Progressives attempting to combat the problems wrought by
a rapidly changing society. “Proponents of progressivism and advocates of colonial

revival architecture,” Bridget May has written, “were seeking to bring back a time that

5 Ibid.
8 Rhoads, Colonial Revival, 538.

% 1bid., 461.

52

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



was thought to be distinguished by ‘plain living, high thinking and sober acting.” For
colonial revivélists, the colonial period was just such a time—fquieter, stabler [sic], and
more peaceful. Then, people had been more admirable and life worth 1iving.”6’6 The
dichotomy within some Progressives’ ideals was that their.goal's of refbrming social ilis
sprang directly out of a deep concern for the dislocating »charilges occurring in the United
States. Even under the moniker of Progressivism, some, conservatively, lodkéd to the
past for a more admirable lifestyle tor juxtapose égainst the chaotic present. It‘was,
therefore, not a contradiction that the “gréat maj ority of Colonial Revivalists were either
politically or socially,rconservative or disinterested.”®’.

Still, hot alerrogressives were Colonial Revivalists, and vice-versa. Other
Arﬁericans who‘pafronized Colonial Revival archi’t.evcts “supported the ideal of an

- Americén aristocracy,” while others saw it as a style that was “simple, lacking

pretension...antithetical to t_he florid taste of the wealthy, especially those recently
arrived at riches.”‘?8 Colonial Revival styles were a way that.old-vstock Arﬁeriéaﬁs could
corhbat the ostentatious displaYs of the Carnégies, Vanderbilts, or Morgans, who copied
European architecture for their “cottages’ at Newport and Hyde Park. It was a way for-
old-stock Americ.ansA to combat what they considered both ihc poor taste of irhmigrants
and the poor tasté of the ﬁouveau riche. Immigraﬁts, industrialisté, middle managers, the

nouveau riche, and modernists all challenged the old order in one way or another.

% May, “Progressivism and the Colonial Revival,” 109.
87 Rhoads, Colonial Revival, 476.

% Thid., 467-468.
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Retreating into a simﬁler time with more honest values seemed to be fhe only strategy for
cultural s‘urvivalp

Revivalism blossomed at.the end of the nineteenth centﬁry as percéptions of
cultural regression or dilutioﬁ pushed Americans ﬁneasy with late nineteenth century
changes to retreat into a past of their own creation. Against a backdrop of whét Nell

Irwin Painter has calleda time of “standing at Armageddon,”®

revivalism and the
preservation of historic sites helped to entrench én essential Amcfican identity by using
the syfnbols and Valués of early American culture. The USS Constitution became one

- such symbol.v “Around this old ship cling many of the bright¢st-p'ages 6f our Country’s

‘ history,” wrote Andrew C. Trippe of the frigate“"Her decks, \f\}here heroes have trod in the

- past, will be the inépiration of heroes in the days to coyme.”70 The Maryland Histbrric.:al.
Society was urging both houses of the United States Congress to preéerve the old ship
bécause, Trippe asserted, the “memory of the great deeds of its people is the best heritage
a country can leave to their descendants.” By looking to the past. and preserving the
rqtting hulk, the ship would be emblematic of essential American values fbr fufure _
generations. The valﬁes that “one living \object lesson of heroi‘sm and ﬁdelify to duty like
this old battl_e shii;,” could pasé on, Trippe continued, “is worth volumes of written and

printed words.””" If a picture was worth a thousand words, as far as Trippe was

concerned, a symbol was worth ten times that. In addition to p‘assing on values to future

% See Painter, Standing at Armageddon.

7 Maryland Historical Society to the U.S Senate and U.S. House of Representatives, “Memorial,” 21
January 1897, Constitution Restoration Records, folder, Constitution (frigate) letters 11-21 Jan. 1897. -

" 1bid.
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generations, historic preservation during the Colonial Revival could sooth anxieties.
“The same [historic] sites,” Rhoads has written,‘ “could help bolster the flagging spirit of
the native American whose way of life was under attack by alien forces.”" Grohps such
as the Daughters of the American Revolution, Daughters of thé Confederacy, Society for
the Preservation of New England Antiquities, and more menacingly, the revivéd Ku Klux
Klan, all lionized old-stock Americanism by appeals to Colonial and Revolutionary
culture or antebellum values. Pastoralists went back to the land, the Arts and Crafts
movement invoked simpler styles, and antimodernists retreated into preindustrial culture
as a coping mechanism to ease the transition to moder‘nity.73 As what appeared to be
swarming hordes of immigrants overran the eastern industrial cities, the past provided
cgrtainty in an uncertain present.

Pﬁenomena such as the Colonial Revival, antimodernism, pastoralism, and the
érts-and-crafts movement all sprang from segments of American society—wealthy‘
eastern industrialists, old-stock New England and Dutch patroon families, scions of
shipping, whaling, or fishing legacies, or agrarian-republiéan farme‘rs—that were more
conservative, possessed traditional values, and resisted social‘.change and its
consequences. While modernist-leaning Americans embraced European intellectual

traditions and progress, others pined for the loss of the old days.” These groups of old-

2 Rhoads, Colonial Revival, 537.

7 See Lears, No Place of Grace; and David Shi, The Simple Life: Plain Living and High Thinking in
American Culture (New York: Oxford University Press, 1985).

™ See Peter Gay, Modernism: The Lure of Heresy: From Baudelaire to Beckett and Béyond (New York:
Norton, 2008); and Maureen A. Flanagan, America Reformed: Progressives and Progressivism, 1890s-
1920s (New York: Oxford University Press, 2007).
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stock Americans sought continuity with a past that was less complicated, one where they
retained their position at the top of the social hierarchy.

Like the Colonial Revival, the Maritime Revival offered some Americans a
cultural construction of their own that did not reference English or European culture.
Like the Revolutionary generation, the real achievements of American maritime
commerce supplied the paradigm‘for Americans to idealize their maritime past. Success
for the colonists was survival; success for the Revolutionaries was victory; and success

| for maritime aficionados was the commercial triumph of the 1850s and 1860s clipper
ship era. “These Clipper ships” wrote Samuel Eliot Morison in 1930, “were our
cathedrals, our classics, our old masters.”” Here, the Maritime Revival located its zenith,
its archetypes, 'andr its i)rototypes. By the 1920s, square;rigged sailing vessels had earned
epic status. Sailors, often considered rather coarse as a group, were rehabilitated as
heroic figures. .Im_ages" of both were chosen by uppér-class Americans but then
disseminated to Américans thfoughout the social strata. The cultural perception of
maritime decline brought in its wake a renewed call for renaissance, but élso a deeper
sense of romanticism and removal from the maritime experience-as-lived in
contemporary America.

As did the Colonial Revival, the Maritime Revival ensured that only selected
pieces of history made it into popular memory. As idealized capes, gambrel-roofed

shingle-style houses, or Georgian revival architecture dominated Colonial Revival

™ George Caspar Homans and Samuel Eliot Morison, “The Sea Story of Massachusetts,” in Massachusetts
Special Commission on the Celebration of the Tercentenary of the Founding of Mass Bay Colony,
compiled by the Marine Committee, Massachusetts on the Sea, 1630-1930 (Boston: Commonwealth of
Massachusetts Tercentenary Marine Committee, 1930), 10.
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architecture, a similar idealization occurred afloat, creating caricatures of the experience-
as-lived.” Abové all, the only vessels worthy of remembering w¢ré foreign-trading,
deebwater, square-rigged ships. As the Maritime Revival moved through the decades

. l?etweén 1870 and 1940, the ideas and imager\y matured,‘ eventually resulting in an
exceptional,‘albeit nafrow, portrait éf what was once an ordinary experience. Each
refnovalvcreated increasingly idealized irﬁages of ships, sailors, and waterfronts that were
then used to educate thé'masses as to core Americanlvalues—or, failing vthat, protect
essential Americéﬁ culture from rapid social changes.

In the decades around the turn of Vthertwventie‘th century, wealthy, white, Anglo
American, old-stock eastern families faced what they perceived as an assault on their
culture from both sides. They were attacked from withoﬁt via immigration, and from
within by a newly-formed class vof 'u‘rba‘n professionals that refuted longstahding cultural
'values and mores in exchange for a more immediate consumerism. The battle lines had

been drawn, but the old guard was at a numerical disadvantage. Their most potent

weapon was a retreat into their past and their culture, the heritage that they held so dear.””

- The Contours of the Nineteenth-Century Maritime World

Heritage stressed emotional responses over actuality. It mourned the passing of a

precohceived golden age or the faded glories of days long past. If old-stock elites were to

76 See Axelrod, Colonial Revival in America.
77 See Joyce Appleby, A Restless Past: H’istorj} and the American Public (Lanham, MD: Rowan and
Littlefield, 2005); Kendall R. Phillips, ed., Framing Public Memory (Tuscaloosa, AL: University of

Alabama Press, 2004); and Gregory M. Pfitzer, Picturing the Past: Illustrated Histories and the American
Imagination, 1840-1900 (Washington, DC: Smithsonian Institution Press, 2002).
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insist that technological prdgress and a society becoming more plural were challenges to
their core values, framing these changes as losses was a prereqﬁisite to utilizing their
heritage. And if they wére going to define theirs as the one e‘ssent'ial American heritage
and use it as justification for cultural hegemony, the lbss had to be cast as the demise of
something grand. Americans had béenv stéebed in maritime life and culture for centuries,
so the decadence of Amgrican maritimé power offered a potent vehicle fbr building such

a heritage movement.” However, an incoﬁvenient fact was that the maribtime world had
become more ‘important since the Revolﬁtionary era.

Before the cultural shift of the Maritime Revival,b Americans had a far ‘different
view of a maritime culture that was a commoﬁ feature of daily iife. During the five
decades between the end of the War of 1812 and the beginning of the Civil Waf, the
United Statés rose from obscurity on the world stage to a prominent place—sécond only
to Great Britain—among the world’s commercial maritime powers.”® The vmaritir‘ne
World’s influence was’encompassingv;‘ few Americans could remain oblivioué to the
contours of the seaséapes surrounding them. Almost all segments of society were in
some way connected to this world, and individlials were banally familiar With all things
maritime that permeated their culture. The maritime woﬂd was also diverse. Some
women played important roles ashorevby ténding to famiiies and to businesses ashore

while men were away at sea; other women followed their captain-husbands to sea.”

7 Roland, Bolster, and Keyssar Way of the Sth, 419-421
7 See Lisa Norling, Captam Ahab had a Wife: New England Women and the Whale F zshery, 1720-1870
(Chapel Hill: UNC Press, 2000); David Cordingly, Women Sailors and Sailors’ Women: An Untold'

Maritime History (New York: Random House, 2001); Martha Hodes, The Sea Captain’s Wife: A True Story
of Love, Race, and War in the Nineteenth Century (New York, Norton, 2006).
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-African Americans comprised almost one-fifth of the maritime Wofkforce before the
Civil War.®’ These contours may have been impressive, far-reaching, innovative, and
ldcrative. What they were not, however, Was anything other than ordinary. Few 'people
paid maritime life any unusual attention.® |

- Maritime historians, for most of the twentieth century, held that the heyday of
America’s maritime comrﬁerce began an ascent after the War of 1812, peaked in the

| 1850s; and was destroyed by the so- called “ﬂlght from the flag” durlng the Civil War.
This canomcal view fostered a sense of loss and established an implied logic of value to
the maritime experiene’e. “America touched the zenith of her maritime acﬁievements in
1855. ... Her shipping was greater than ever before and relatively greater than at any ti_me »
since” wrote Carl Cutler in 1930.% Ameriean vessels were neaﬂy as numerous as were ‘
Britain’s, bdt larger, inote efficient, and in better condition. Moreover, “no other nation
shared SO largely, in the mbst desirable and profitable commerce of the Wdrld,” accordingﬁ
to Cutler. “Viewed superficially, it was the moment of America’s maritime
supremacy.’v’83 There is merit to Cutler’s claim, but his assessment is'too roraarlltic‘. By |

the 1920s, when he was writing, decades of the Maritime Revival had colored Cutler’s

Ow. J effrey Bolster, Black Jacks Afrzcan Amertcan Seamen in the Age of Sail (Cambridge, MA: Harvard
Unwersnty Press, 1997), 2.

8! Daniel Vickers, Young Men and the Sea: Yankee Seafarers in the Age of Sail, with Vince Walsh, (New
Haven: Yale University Press, 2005), 3.

82 Carl Cutler, Greyhounds of the Sea: The Story of the American Clipper Ship (New York: Halcyon, 1930),
307. See also, Robert Greenhalgh Albion, The Rise of New York Port, 1815-1860 (New York: Scribner’s,
1939); Robert Greenhalgh Albion, Square-Riggers on Schedule: The New York Sailing Packets to England,
France, and the Cotton Ports (Princeton, NJ: Princeton University Press, 1938); Robert Greenhalgh
Albion, et al., New England and the Sea (Middletown, CT: Wesleyan University Press, 1972); and
. Benjamin Labarree, et al., America and the Sea: A Maritime History (Mystic, CT: Mystic Seaport Museum,
. 1998).

8 Cutler, Greyhounds of the Sea, 307.

v ' 59

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



views. In fact, 1855 was the peak year only for sailing craft and sail power, the one area
of the maritime W_orld that was actually in decline. Whether considering vessel type
(class) or activity (trade), the aggregate numbers of tonnage afloat, over a longer time

scale, reveal a different trend.**
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Figure 1.1: Total Merchant Vessel Tonnage, 1789-1941.%

8 «Table Df578-593 — Documented Merchant Vessels—Number and Tonnage, By Type of Vessel and
Trade, 1789-1970,” Historical Statistics of the United States, Millennial Edition Online,
http://hsus.cambridge.crg/HSUSWeb/toc/hsusHome.do (accessed 10 October 2006) (hereafter cited as
Table Df578-593). These data were used to create the following graphs. The documentation process
excluded vessels smaller than five tons. Coastal vessels of more than 20 tons were issued licenses, but
sometimes smaller coasting vessels were issued licenses as well. Additionally, a plethora of other craft fell
outside documentation parameters. Barges, scows, lighters, and canal boats operated exclusively in
harbors, canals, rivers, or lakes, were also exempt from documentation procedures. Moreover, the
Historical Statistics of the United States (HSUS) at times disagrees with figures in Hutchins, American
Maritime Industries and Public Policy. A close examination of Hutchins’ sources and HSUS sources
reveals that the HSUS incorporates Hutchins’ sources and additional sources. Therefore, I have accepted
the figures in the database 60 years more recent. Additionally, Roland, Bolster, and Keyssar’s, Way of the
Ship relies on the HSUS figures on pages 422-425.

8 Table Df578-593.
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When viewed in depth rather than superficially, American maritime power afloat
had been steadily increasing for centuries. (Seé ﬁgure 1.1: Total Merchant Vessel -

H Tonnage, 1789-1941.) From the close of the War of 1812, documented tonnage of
American sailing merchant vessels grew from 1,365 thousand tons in 1815; to 1,978
thousand tons in 1840; to 3,010 thousand tons by 1850. In 1855, which Cutler assigned
as the peak year, the documented tonnage of American sailing merchant vessels was
4,442 thousand tons, but it was higher still in 1860 at 4,486 thousand tons; Thé actual |
statistical peak came in 1861 , the first year of the Civil War, when tonnage hit 4,663
thousand tons. This was indeed a high point for American commercial sail,‘but sailing

craft were hardly the only vessels afloat.
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Figure 1.2a: Merchant Vessel Tonnage by Class, 1789-1941.%

% Table Df578-593.
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Steam and motor vessels, as well as river and canal boats, were all a part of the
ubiquitouS‘maritime experience. (See figure 1.2a: ‘Merchant Vessel Tonnage by Class,
1789-1941, and 1.2b: Proportidns 6f Merchant Vessel Tonnage by Class, 1789-1941.)
Wﬁen considering everything‘ afloat, instead of just sailing" craift; the maritime world in’

: the middle decades of the nineteenth century fakes ona differen"c_ éonfour. Sailing craft
| femained the largest élass of vessels until 1893, but poWefed vessels were. présent; as well
as river and canal boats, albeit late arrivals in terms of documentation. (See figure 1.3:
Pr(‘)portion“s of Merchant Vcs.sel Tonnage by Classr, 1850-1900.) Abser_ﬁ from the datar :
until 1868, canal boats and Barges, tovsay Vno‘thing ofbthe fﬁyriad small vessels similarly.

: abse‘nt, would fﬁrtﬁef skew: tonﬁége figures upWafd if éomplétély documented. To ignore

the existence of these other craft overlooks a significant part'of the maritime experience-
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Figure 1.2b: Proportions of Merchant Vessel Tonnage by Class, 1789-1941."

87 Table Df578-593.
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as-lived in nineteenth-century America. It also ignores the two classes (motor vessels
and canal boats/barges) of vessels that were actually demonstrating growth after the war.
First, the combined tonnnge of sailing vesséls, powered Veséels, and riparian
traffic shows that, despite some ﬂuctuation, American maritime power afloat was a sfory
of overall growth. Second, the documentation pérametérs were stacked in favor of larger
vessels, and, in the 1850s and 1860s, many of these happened to be sail-p’oWered foreign
trading vessels, Well représented in the data. ‘T‘hifrd, the‘remaining smalle_r craft '
participating in other trades, even when considering holes in the data sets, were

nevertheless represented in significant numbers. Complete documentation of these other
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Figure 1.3: Proportions of Merchant Vessel Tonnage by Class, 1850-1900.

craft would only increase their representation in proportion to well-documented larger

vessels.

88 Table Df578-593.

63

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



Large sailing vessels were priyileged by documentation parameters, and similarly,
the activity they conducted was priﬁleged as well. Maritime Revivalists held foreign
trading superlative even thdﬁgh coastal and internal trading tonnééc (with é fe;zv
exceptions) surpassed foreign trade tonnage éver both long and short terms. (See figure

?

1.4: Merchant Vessel Tonnage by Trade, 1815-1941 )® Vessels engaged in the coasting
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Figure 1.4: Merchant Vessel Tonnage by Trade, 1815-1941.

% Certainly, the statistics do not tell the entire story, and there were exceptlons such as US-Canadian trade
on Great Lakes schooners and East Coast-Caribbean schooner tradlng

 Table Df578-593.
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trade made up approximately half of the sailing tonnage afloat for much of the nineteenth
century (circa 1815-1860), and even greater percéntages during the last four decades of

the nineteenth century. Given that the-yessels involved were smaller, the tonnage
numbers actually represe‘nt a greater number of individual vessels, yet these craft and this,
trade Were,‘ and have been until very rocently, widely ignored.

Fredériok Pease Harlow, writing at the height of the Maritime Revival in the late
1920s, proxridos evidence of the primacy assigned to foreign trading. When he first went
to sea in 1875, he sailed on a squaré-rigger in the deepwater foreign trade on a voyage -
from Boston to Australia and the Far East. He then sailed on a second Voyagév aboard a -
coasting schooner and completed hlS sea time on a square- rlgger tradlng in Barbados
However, he wrote, in his 1928 narratwe that, after a short trrp on a lowly coasting
schooner, a deepwatér vessel had been his ultimate goal at sea. During the 50 years

~ between his voyaging and his authorship, square-rigged-, foreign trading vessels gained a
steadily--increasing panache. As a result, Harlow changed the faots of his own experience
when it came to telling‘ a good story for public consurnption.91

Since foreign-trading sailing vessels drew all the attention from Maritime

~ Revivalists, they converted deepwater sailing on board square-rigged vessels into the
entirety of the American maritime experience. They conveniently forgot many elements,

among them the importance of the coasting trade. Since before the American Revolution,

coasting generally involved a greater tonnage of vessels than did the foreign trade, and

*! This determination was made by comparing Frederick Pease Harlow, The Making of a Sailor, or, Sea
Life Aboard a Yankee Square-Rigger (Salem, MA: Marine Research Society, 1928); to the sea journal of
Frederick Pease Harlow, Harlow Family Papers, Collection 287, box 2, folder 7, G.W. Blunt White
Library, Mystlc Seaport Museum, Mystic, CT.

65

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



coasting continued to grow after the Civil War. Also conveniently forgotten was the
rising importance of steam and motor craft as sailing craft tonnage fell off. Finally, the
anomaly of the 1850s high point came to define the entire story, again ignorant of
tonnage figures remaining steady overall after the Civil War. An emphasis on one type
of sailing vessel, one trade, and one way of life during an anomaloﬁ‘s period—the twenty
years of boom times inflated by clipper ship statistics—set the stagé for disappointmeht |
and the beginning of a declension narrative. Since deepwater square-riggers garhered all
the attention from Maritime Revivalists, all it wbuld take ‘was an incident of contraction
to set their story in motion.

This contraction came during the Civil War. The war was a watershed, and it did
lead to a loss of American shipping. Much loss resulted, either directly or indirectly,
from Confederate commerce raiders that physically destroyed vessels and drove up
insurance rates. These factors led to the so-called “flight from the flag.”* During the
coursé of the war, vmor‘e than 1,600 northérn cbminercial Vesséls, totaling 774,000 tons,
transferred registry to foreign nations. While the vessels effectively became neutral
traders and were cheaper to insure, protective cabotage laws prevented fhem from
returning to American ownership at war’s end. The humbers are compelling: American
vessels registered for foreign trade declined by 1 million tons, from 2.5 'million tons just
before the war to 1.5 million tons after it. During the course of the war, American

- shipping declined 45%, as registered tonnage shifted from being 15% higher than the

92 Labarree, America and the Sea, 354-355.
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closest competition, Britain’s, to lagging by 30% by the war’s conclusion.”> Moreover,
American Vesséls made up 70% of the tonnage eﬁtering the United States in 1860; éfter
the war this‘p’ercentage dropped to 46%. Most significantly, when comparing financial
value, 66% of América’s foreign trade value was shipped on American carriers before the
war; after the war less than 28% Qf foreign trade value moved on Afnerican Vessels.94

| The War‘ and its aftermath ushefed in a huge confraction' of the industry after two decades
of impressive growth, and this contraction was the impetus for the narrativ¢ of declihe.

Immersed in vthe‘mature Maritimé Revival of the 1920s and 19305, writers and

historians alike could not avoid the spirit of their times, and théy. huﬁg their work ona
narrative of peaks and vall‘eys. HéWever, the ‘canonic.al peék only Wéfks if one reads the

| data narrowiy. First, to achievé the 1 855 apex,'dhe ﬁiust ignore almost all craft othef
than sailing vessels, specifically thosé Americah sa’illing vessels involvledrin foreign

| trading. Second, while the data leave no doubt that the period from 1850 and 1870 did

indeed éee substantial increases in American tonnage for both sailing éraft and other
vessels, the gains and losses from 1850 to 1870 were a statistical blip. “The
extraordinary boom [of the 18505 and 1860s] had been caused to a considerable degree,”
wrote economist John G.B. Hutchins in‘ 1941, “by the extensive construction »of ships for
the Califofnié frade, and the severe depression in this business...was consequently a
severe blow to the maritime interests.”” Suréing trade, especially peak cotton exports to

Europe, added to the economic boom that generated the peaks of American foreign

%% Albion, New England and the Sea, 161.
* Labarree, America and the Sea, 324

% Hutchins, American Maritime Industries, 316.
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‘trading under sail until the crash. The actual statistical peak of nineteenth-century

American commercial tonnage afloat—the total of sail, steam, and river and canal
boats—actually came in 1861, which was also the peak year for sail-powered tonnage,
not 1855. After 1861, aggregaté tonnage declined slightly, fhen stayed approXimately
level until a steady rise after 1960. _, Howeyer, sail power delclined precipitoﬁsly. It was
easy for Maritime Revivalists to see boom times and sail poWer’s apex as the entire
Story—éspecially sinc«; it served their cultural purposes. Moreover, it was even easier for |
them to ignore the ‘coasting trade, internal wéterways and canals, and poweréd VesSélS
once they seﬁtimentally decided that square-rigged sailing possessed gregter cultural
poWer based on épeed records and economic prow‘essb. Ultimately, though, the Maritime
Rev_i\}alists WGI_‘C not number-crunchers,‘ they were responding to thé raw eIIIIOtiOI’l_VOf
seafaring under sail and the inherent Valuesv they believed if possessed.

Cutler ‘and other like-minded Maritime Revivalists also ignored the Zong‘ durée. 1f
no data poiﬁts existed betWeen‘1850 and 1870, the lines on the graph would show steady
nineteeﬁth-century increases in c'omme‘r‘cial tonnage. But the data does éxist, and
concentrating solely on deepwater sailing indicates the Zeitgeist of the mature Maritimé
Revival of the 1920s. In his writing, for ¢xample, Cuﬂer focused on square-rigged
clipper ships, and in his museum collecting, square-riggers were priv‘ﬂeged as well. Thus
Cutler was ‘disappoint’ed in a shipment of “small schooner models‘.” “What I am looking
for is ship models. I have no objection to an occasional bark or brig if the modelé are

good ones, but I would prefer ships exclusively, and preferably ships that were good

% Cutler arrived at the 1855 pinnacle by reflecting on the condition and efficiency of American foreign-
trading square-riggers, as well as the value of the trade. When considering sailing craft specifically and
total tonnage of all craft, 1861 is the statistical peak.
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_examples of shipbuilding.”’ By considering only deepwater sailing craft, the canonical
maritime historians largely ign‘ored the myriad other craft afloat. Since shipping

~ tonnages were higher than they had ever been invthe 1850s and 1860s, it is 'eaey to see
why this twenty-year vstati,st'ical blip lent itself to becoming the -entirety of the story. From
a shortsighted vantage point, and viewed through an exceptional lens that saw only |
sailing craft, a focus on this anomalous time period \necessarily required the remainder of
the story to be a narrative of decline, but this declension narrative holds true only if’
consrdering foreign-trading sailing craft.

There can beno denying that the Civil War precipitated a decline in the tonnage

Of American.foreign-trading Vessela, decline in/ the Value of American foreign trade,
'decvlvine in the number of America Veseels ‘carryi'ng on foreign trading, and the overall loss |
of sailing craft. However, American ehipping experienced a commensurate rise in steam

| and motor \ressels,. And while the loss of square-riggers was a blo‘i.zv to foreign trading, it
wae a boon—due to protective cabotage laws— ‘t‘o the coasting trade, which actually

| increased during and after the war. (See ﬁgure 1.5: Rise of Coasting as the Source of
American Tonnage 1815 1941 D Overall Amerlcan tonnage continued to increase,
reachlng hlgh pornts around the tlme of the Great War Following the data through into
the 1940s reveals such a spectacular rise in American tonnage afloat—and not just

. wars}rips—fhat it is impossible to graph without diminishing the chart’s scale to the point

of irrelevance.

°7 Carl Cutler to J.A. Drinkwater, 12 December 1930, Carl Cutler Papers, Collection 100, box 1, folder 20,
G.W. Blunt White Library, Mystic Seaport Museum, Mystic, CT (hereafter cited as Cutler papers, box and
folder numbers). Underscore in original. Barks and brigs were also square-riggers.
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Figure 1.5: Rise of Coasting as the Source of American Tonnage, 1815-1941.

The only conclusion to be drawn is that American shipping was not really so
retrograde after the Civil War. Common perceptions, in both contemporary and
twentieth-éentury commentary, did not match the reality of the situation, which was that
registered tOnnage did fall off briefly, but recovered by the Centennial. The nature of
Americaﬁ merchént shipping was simply changing. Neither sailing ships nor American
foreign trading would retain primacy after the war. Other elements, though, ﬁlied the
vacuum: steam and powered vessels replaced sail power, and coastal trading, river, and

canal traffic supplanted foreign trade. (See Figures 1.6a: Merchant Vessel Tonnage by

%8 Table Df578-593.
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Figure 1.6a: Merchant Vessel Tonnage by Class, 1850-1900.

Class, 1850-1900, and 1.6b: Merchant Vessel Tonnage by Trade, 1850-1900.) A plethora
of maritime activities continued to dot the land- and seascape of the Uhited States. These
growing segments of the maritime world could not be shoehorned into the declension
model. This tonnage, however, was largely ignored as itrelevant to historical
consciousness and the collective memory of Maritime Revivalisfs. Mostly remaining
invisible, river, canal, and coastal trade, and iron, steel, stearh, and diesel, did Vnot fit into
the heroic mold of exceptional square-rigged clipper ships boldly plying the deepwater
foreign trade, but without some kind of loss, establishing cultural value through rarity

would have been much more difficult. With cultural hegemony at stake, this particular

% Table Df578-593.
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moment offered an opportune, if fictitious, chance to claim a loss and to establish its

value in the minds of contemporary Americans.
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Figure 1.6b: Merchant Vessel Tonnage by Trade, 1850-1900.'%

As foreign trade declined after the Civil War,‘ the mbré workaday coasting
industry remained strong and continued to expénd, although without the visibility of
foreign trading, but éoasting was an inadequate substitute for the tﬁore conspicuous sail
powered foréign trade. A part of the equation was the latter’s recently spectacﬁlér
economic and technological growth.'®" From this vantage point, highly publicized Civil

War losses in this maritime sphere led to an outward perception that the decline was

19 Table Df578-593.

1T On technological innovation, see Howard Chapelle, The Search for Speed Under Sail, 1799-1855 (New
York: Norton, 1967). ,
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universal. Maritime Revivalists leaped upon this perception to build a powerful sense of
loss in the closing decades of the nineteenth centnry. This skeweci perspective cast a long
shadow on the practice of maritime history for much of the twentieth century. The end
result was that coasting, its sailors, vessels, and the _destinations involved, were
considered prosaic square-riggers in the foreign trade were inspirational. Likewise, the .

‘ growth of powered vessels was not perceived as growth in the correct maritime sphere.
Shoveling coal or pumping diesel oil held none of the elegance of clean, wind power.
Conveniently forgotten were the crimps, boarding house masters,‘ driving captains, bucko
mates, ﬂoggings and other eorporal punishments', and the hard, dirty? dangerous work of
‘seafaring under sail. The value of the square-rigged sailing experience was tied directly

1o its absence, and its loss and rarity fed the heritage movement. In short, while the
brownwater industrye—internal transportation on canals and rive‘rs‘—that had existed in
sizable volurne since the colonial era maintained itself and ‘grew in the absence of the
more. conspicnous foreign trade, culturally, it never achieved the prominence of the iatter. :
“America is a brown-water nation, with a blue-water oonscionsness,”vhistorians Alex
Roland, W. Jeffrey Bolster, and Alexander Keyssar have asserted in 2008.'%*

The persistence of America’s deepwater mentality was a version of manifest
destiny transferred shipboard. Economically, spatially, socially, and politically, features
of mid-nineteenth century westward expansion, with all its corresponding contemporary

. . . . 103
superlatives, metaphors, and imagery, were also occurring afloat.”~ Deepwater square-

12 Roland, Bolster, and Keyssar, Way of the Ship, 1.

193 See Theodore J. Karamanski, Schooner Passage: Sailing Ships and the Lake Michigan Frontier
(Detroit: Wayne State University Press, 2000); and John O. Jensen, “Great Lakes” in The Oxford
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riggers were the most noticeable, if not the most ﬁumerous, vessels in the maritime
world. They were the largest, fastest, most technologically advanced vessels of their era.
Generally, they were the most highly decorated with ship carvings, possessing elaborate
figureheads and stern and trail boards. The trade in which they were invoived Was among
the most lucrative. At étfme when lead type was set by hand, owners baid to produce

’ 1avish;’f0ur-c010r advertising cards to increase their business. Owneré commi‘vss'ioned
portraits of their véssels. Céntemporary' Arﬁericans paid élose attention their

- newspapers’ shipping news and to the speed records set by these ships, and often took -
great national pride in Americanrs}vlips compeﬁng with British and European vessels.
Similar to the conquest of the éonﬁnent, the rapid rise of American commercial

“dominance of the seas seemed preordained to Anﬁericaﬁs in the 1850s and 1860s—until
Civibl War losses challenged this idea of America’s watery manifest destiny.

To recover American shipping’s providential d_eétiny, MaritimevRevivéllistsv
creétéd an imagined géldeﬁ age when all ships had figureheads, all sailors weré heroic,
and all ships were foreign trading square-riggers. Nineteenth-century Americans paid
attentio_n to foréi-gn-trading sq_uare-ﬁgggrs becaﬁSe they were the best advertised,
cerﬁainiy the 1argé§t onithe waferffbrﬁ, ahd b.e_céus‘e the foreign trade, by its very nature,
instilled a sénée of intemational competi'pion among nations.'%* However, justifiable

attention and single-mindedness are two different orientations. Americans living before

Encyclopedia of Maritime History, vol. 11, John B. Hattendorf ed., (New York: Oxford Umver51ty Press
2007), 105-111.

14 See Georgia W. Hamilton, Silent Pilots: Figureheads in Mystic Seaport Museum (Mystic, CT: Mystic
Seaport Museum, 1984); Carl Cutler, Greyhounds of the Sea, Basil Lubbock, The Romance of Clipper

Ships (London: Peter Blue, 1938); and Albert F. Blaisdell and Francis K. Ball, Heroic Deeds of American
Sailors (Boston: Little, Brown, and Company, 1915).

74.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



the Civil War had recognized that these vessels did not occupy thé entirety of maritime
culture. .

By contrast, Maritime Revivalists anointed deepwater squaré—riggers with
singular status. Unlike domestic frade, ereign trading made square-riggers the objects of
an international competitiveness, and patriotic sentiment tied their successes to America’s
success. Their mid-century eXpansion and subseqﬁent visibility placed them’in the public
eye. Most i'mportantly, though,’deepwater square-riggers were the vessels involved in the
one 'segment of the maritime world that was actually declining in the late 1860s and
1870s, and their losé fostéred a sense of value through rarity. By preaching a gospel of
declension that emphasized great vessels, speed under sail, and America’s economic
prowess, Maritime Revivalists smoothed over the variations of the nineteenth-ceﬁtury
maritime experience, helping to maintain a seafaring mentality long after the reality of
the experience-as-lived had moved beyond deepwater square-riggers. Holding on to this.
imagined past helped to ease the dislocation and change in late ninetveenth'and early

twentieth century America.

Antimodernism Afloat

In 2003, a British Airways Concorde made its final ﬂight from London’s
Heathrow Airport, around the Bay of Biscay, and landed in Bristol, England. Upon its
landing, Prince Andrew, the Duke of York, called the supersonic aircraft an “icon of the

20th century,” but added “Today is one of the saddest in aviation history but at the same
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time, it’s a day to reflect on the glory of what the UK can achieve.”'® Clearly, his
lament for the end of an era and the high point of a nation’s éviation achievement carried
intense cultural baggage. Nevertheless, despite the demise of the Concorde, the millions
.of other airline pilots, flight attendants, air traffic controllers, and airline passengers saw

~ no decline in boardiﬁg lines, numbers of flights, and airport congestion. Similarly, the
conspicuous loss of square-rigged, foreign trading vessels did not aécurately reflect the
entirety of the maritime world. The changing nature of the tonnage—new Vessei types,
new power sources, and hew trades—Iled to lifestyle changes that stoked the narrative of
dec_:line. Steam power reflected industrialization afloat, and, as with industrialization on
land, the antimodernist reaction was strong.

Preindustrial work was more closely tied to the rhythms of the natural world.
Farmers’ days and growihg seasqﬁs revolved afound the sunlighf and darkness; sailors’
lives reliéd on vthé Vicissitﬁdes of wind and water. Ignoring the elements could mean
death by starvatic;n for Iandsmen, and d¢ath by drowning for sailors. Stearﬁ power
brought industrial work to sea, and with it, greater command of the elements. Also,
steam helped to decrease the natural perils of seafaring, at the coét of a commensurate
rise in the danger from the machinery. Trading one peril for another, shipboard life
began to look like any other unskilled labor where machine was more important than
man. Some commentators recognized a decrease in the seamanéhip and work’ ethic ,

demanded by preindustrial sailing.

1% BBC News, “Last Concorde Lands: The last Concorde has landed at its new home—the Bristol airfield
where it was built,” November 27, 2003,
http://news.bbc.co.uk/2/hi/uk_news/england/bristol/somerset/3238674.stm (accessed March 20, 2008).
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Fred Harlow described his experience with this work ethic in 1876 aboard the
ship Akbar. “Whatever you were called, there was no mistaking the idea that you were
Wanted'on deck with all speed possibie,” Harlow wrote in 1928. “The last man ouit or the
last man at a pull on the braces; if the habit continned, was usually r_eminded of the fac,t n’
no gentle tones. Consequently we all hdd a certain piide in our Work and adopted the
" miotto, ‘Be the first to answer a call and see that you get there.””!% Admittedly, Harlow’s
narrative was written firmly within the zeitgeist of the mature Maritime Revival', but even
'so, a life steeped in maritime culture gave him some point of comparison between pvre-‘
and post- -Revival attltudes On his Vessel in the 18705 the crew Jumped to their orders.
Walkmg the docks of Seattle in the 1890s he watched as the mate of the sh1p Spartan
gave an order, only to be met w1th stony silence and a look of inconvenience. “There was
‘no hearty responSe of an ‘Aye, aye, sir!’, but instead, the saiior looked at the mate, as
much as to say, ‘How do you expect me to get up there?’ and the iooking aloft he
surveyed the situation, without a reply, and took his good old time clearing the biace. I
“walked away in disgust, glad that I had given up the sea as a means of living.”""”
Whether on land or at sea, the real changes that confronted late-nineteenth and
‘early-twentieth century Americans were the challenges to older, preindustrial lifestyles.
“‘The good old times fealing [sic] is gorn '[gone],” wrote W.H. Taylor, and the loss of the
old ways was detrimental to such a young nation. “The country is far two [sic] yong [sic]
to get into its founddation [sic] ény loos [loose] stones,” he wrote. Taylor believed that

there was a real threat to the nation’s very existence: “The peopel [sic] must remember

1% Harlow, Making of a Sailor, 136.

97 Ibid., 136.
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Rome fel [sic] by her pride and extravence [extravagance] and Romve stood for a thousénd

years.” Like many before him, Taylor offered a solution, and it in\}olved reviving the

way things used to be;' “Now the peopel [sic] must get out thir [their] fife and drum,” he

exhorted, “and put the old life and love of country as in your grandfarthers [Sic] days.;’ 108
For Taylor, the danger lay in diluting what he thought _Was an essential American culture,

- and along with it, é work ethic and patfidtic love of country. Without these, the United |

States wbuld go the way of Rome in one-tenth the time. His -Svolution was reviving the

' values of the Revolutionary generation.

The loss of America’s deepwatef trade was only an oveﬁ éymptom seized by
Maritimé Revivalists. Their larger concern was the loss of the sailing lifestyle—replete
with its newly-elévated culturél symbolism. Frederick Pease Harlow, in his role as
ethnomusico](»)gis’t, describéd the use of shipboard work songs: “The ‘Badian'negro’ did
not sing them fbr poetic meaning. Far from it,” he wrote in his unpublished 1948 -
memoir. “These songs were sung in heavy Work, where éccented action was needed for a
strong pull all tbgethér with marked time.” But his sense of loss was palpable: “I doubt if

. the modern sailor of today can see any sense’iﬁ a chanty [sic]. The sailing days are gone
forever.”'% Harlow, like Taylor, considered music a central piece of revival culture.
Taylor referenced fife and drum to invoke memories of life during the American
Revolution and Civil War. Harlow thought sea chanteys an important piece of maritime

- culture so much so that he included them in his 1928 narrative The Making of a Sailor

'% Taylor, “Narragansett Pier,” 35-36, folder 3 8‘.

109 Typescript, Frederick Pease Harlow, memoir, n.d. [1948?], 106, (hereafter cited as Harlow, memoir).
Photocopy in possession of the author and deposited at the G.W. Blunt White Library, Mystic Seaport
Museum, Mystic, CT. : ,
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and wrote a complete, stand-alone book of sea music.''’ He considered the
disappearance of work songs as one more example of the passing of a vllay of life aboard '
ship.
| The transition to steam after the Civil War was.“destruCtiVe of an ol(i way of life,”
according to EdiNard Sloan in 1981. “‘Steam was a destroyer, not just of ships and men
_ on occasions, but of a longer andjhonored tradition of human en‘[erprise.”111 Sloan has |
identified many‘ ambiguities that developed alongside steain power, not the least‘ of which
was a radical re_organization_of American se’af‘aring after the Civil War. Sloan has
written: ‘_‘Arrierican. seaferiug 1n this period is not noted for progressive e‘chievement nor
for its winners. For these, one must turn to the celebrated exploits of pre-Cii/il War
maritime America.”'> Sailors’ maritime culture was in ﬂux;'stealm power created new
_circumstances that meant uncomfortable changes for seamen and resentinent emoug
) officers. Steam, according to Sloan, challenged everything from “a sailor’s self respect ?
to command structures, to the duration of voyages, and to reliance on capricious natural
| forces for propulsion alldp course direction.- Maiiy sailors and officers ‘rei"used to learn the

new technology, and for those who did, steam was at best ambiguous for them and their

professiﬂon, "3 However, steam power was hardly the only change; Gilded Age mariners -

" See Harlow, Making of a Sailor; and Frederick Pease Harlow, Chanteying Aboard American Ships
(Barre, MA: Barre Gazette, 1962). Although completed in the 1920s, Cham‘eyzng Aboard American Ships
was published posthumously

""" Edward W. Sloan, “Vulcan Now Rides in Neptune’ s Barge”: Steam Propulsion and Seafaring Enterprise-
in Post-Civil War America,” in American Industrialization, Economic Expansion, and the Law, Joseph R.
Frese and Jacob Judd, eds. (Tarrytown, NY: Sleepy Hollow Press, 1981), 56.

"2 Ibid., 56. |

113 1hid., 57-60.
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had to contend with bigger, multi-masted schooners,rsteel hulled vessels, tugs and barges
competing for labor and space on the water, wire rope replacing natural fiber, and a new
business model that focused on growing synergies between the railroads and shipping
lines.""* Like so many canonical maritime historians, the ideas of the Maritime Revival
unconsciously pepper Slban’s writing. Not only did his concentration on steam cause |
him té ignore the considerable changes elsewhere in the maritime world, it also caused
him to ignore the actual numbers of continuoﬁsly-increasing registered tonnage when
adding steam and motor powered vessels into the mix.

A style of life, rather than a trade or method of propulsion, was the true victim of
the conversion from sail to steam power. In 'f.act, thé arrival of marine steam power in
significant quantity répresented growth and progress in mariﬁme spheres. Steam, iron,
and coal had shifted ecoﬁomic concentrations on land away from farms and towards an
industrial economy. Similarly, steam transformed the maritime world by replacing
sailing vessels in marine commerce. Sailihg tonnage had declined in the last three
decades of the nineteenth century, but, in the same three decades, steam and motor
vessels increased almost threefold, with the upward trend continﬁing and increasing
substantially after the turn of the twentieth century. However, the real issue was anti-
technological; steam power resulted in changes to a shipboard culture and lifestyle at sea
that had remained largely unchanged for centuries. Similar to the loss of rural life and
farming for city life and work, the sense of loss driven by steam power Was the loss of a |

preindustrial lifestyle, with similar antimodernist responses.

114 Roland, Bolster, and Keyssar, Way of the Ship, 199-204.
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Fred Harlow, who sailed in the 1870s, compared his own experience unde; sail to
more modern steam seamanship. Years after he had left the sea, Harlow attempted to
correct a building contractor who was incorrectlyvrigging a block and tackle. “As a boy,”
he wrote, “my first lesson aboard ship was to coil a rope and reeve a tackle correctly, and
I bet with him [the cqntractor] the drinks that any ship in the harbor would substantiate
my argument.” They agreed to go to the harbor to the nearest ship. “She was nota
square-rigger,” he wrote “but [was] the steamer Valencia, which I said would answer the
question just as well.” Harlow and the contractor saw six lifeboats hanging from two
block-and-tackle per boat. Harlow found “Out of the six boats, on the side, there were
only two tackles rove 'correctly. TWO, out of twelve. Think of it!?”'"® Chagrined, Harlow

~ had to buy the drinks that day. |

“Oh you sailors of td-day!” he lamented. “There is no incentive for you to

- improve in your work. No goél to reach. The same is true with the app_rentices in most
of the other trades. You learn y;)ur trade by skimping through—pay your doliar dues and”
are called skilled workmen before your eyeteeth are cut.. ;.How does the journeyman of
to-day compére with the journeymen of forty yéars ago? There is no comparison! And the
same can be said of the sailors.”''® Ever the antimodernist, Harlow was as irked by the
work ethic ashore as he was afloat. But clearly, the modern lifestyle and work ethic
crossed the land-sea line. The arrival of steam at sea had the same ill effects on

seamanship as it had on the work ethic of the shoreside trades. Worse still, steam and

1 Harlow, The Making of a Sailor, 137.

116 Thid. -
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industrialization afloat converted a preindustrial job that had once been the purview of

Yankee ingenuity and pride into just another factory job.

The Evolution of the Maritime Revival

Fred Harlow, Carl Cutler, and Ted Sloan represent the incipient, mature, and post-
Maritime Revival sensibilities. Eaeh was influenced by this cultural phenomenen, and,
like mariy others of their respecti\ie generations, their views were not unique. They
thought the portions Qf the maritime bast worth rememb.ering were made up. of w‘ooden

- square-rigged, deepwater Vessels,‘-no_t ceaster_s,"ir.'on' hulls, or steam peiver. Technology

| was a convenient bogeyman for the incre_asing} diseomfort of Anglo;American cultureina
modernizing United States. As seafariilg adapted to teehnolegieal chaiiige, not everyone

: acceptedthese chenges as progress. Yet, despite the best'efforts of the Maritime ‘Reyival
or those writing in its wake, there was incieed a progressive story to be told, tliough, its
‘players were not the celebrated heroes of pre Civil-War American ships and sailors. The

| problem was‘ that telling a fact-driven, ‘progressive-_m‘aritime story required acceptance of
a pluralism afloat that few elites weuld countenance on land. Tales of progress would not
herald a past golcien era, nor serve as an educatioilal tool, and without some sense of
rarity, it would be difficult to commodify and to sell—for either cash or intellectual -
capital—to a mass culture. Following the law of supply and demand, scarcity helped to
create value, and white Anglo elites used the loss of a golden age to create a rarified
maritime experience. This was sound logic, as well as a calculated use of their cultural
power. _Suceessfully substituting their created image for something that remained

ubiquitous in American life was a cultural coup.

82

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



Iron and steam technologies had created a new and modern maritime world, but
the gap between the contemporéry maritime world and the world the Maritime
Revivalists remembered grew wider with each subsequent decade. Both the Spanish-
American War and the Great War were fought u_sing naval technolo gies far advanced
from a generafion or tWo pal.s,t.117 Over time, these memeries became more a caricafure
than a portfait, with some features exaggeréted; others distorted, and still others feduced '
to vimpotence. By the mature Maritime Revival of the 1920s, industrialized shipbuilding
and waterfronts defined the contemperary maritime sphere of the United S'ta‘[es,1 18
Alongside this modern vmariti}me world, upper—class Americans speciﬁcavlrlby chose ideas
and imagery for their emotional appeal, heroic or archetypical status, or t)erceived
expression‘of eore Americen values. After setting the Standards of taéte, elites

1 eommodiﬁed and packaged the selected elements for mass-market appeal.119 Old-stock
_ Americans used new media outlets and mass culture ,tO bring the Maritime Revival to a
larger audience, one well prepared by centuries of mariﬁme traditions. Deepite lacking

any personal or family connection, Americans who had once been excluded by the

7 See Jak P. Mallmann Showell, The U-Boat Century: German Submarine Warfare, 1906-2006
(Annapolis: Naval Institute Press, 2006); Jeffery Dorwart and Jean K. Wolf, The Philadelphia Navy Yard:
From the Birth of the U.S. Navy to the Nuclear Age (Philadelphia: University of Pennsylvania Press, 2000);
George W. Baer, One Hundred Years of Sea Power: The U.S. Navy, 1890-1990 (Stanford, CA: Stanford
University Press, 1994); Robert A. Hart, The Great White Fleet: Its Voyage Around the World, 1907-1909
(Boston: Little, Brown, and Company, 1965). '

1% See Thomas R. Heinrich Ships for the Seven Seas: Philadelphia Shipbuilding in the Age of Industrial
Capitalism (Baltimore: Johns Hopkins University Press, 1997); and David B. Tyler, The American Clyde:
A History of Iron and Steel Shipbuilding on the Delaware from 1840 to World War | (Newark, DE:
University of Delaware Press, 1958). .

"% See Peter Conolly-Smith, Translating America: An Immigrant Press Visualizes America Popular
Culture, 1895-1918 (Washington, DC: Smithsonian Books, 2004); Carolyn Kitch, The Girl on the
Magazine Cover: The Origins of Visual Stereotypes in American Mass Media (Chapel Hill: University of
North Carolina Press, 2001); and Thorstein Veblen, The Theory of the Leisure Class: An Economic Study of
Institutions (1899; repr., New York: MacMillan, 1912). '
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Maritime Revival embraced what Wés advertised as théir common American heritage.'?
For the price of pdpular culture ranging from Curtier and Ives ship lithographs and
seafaring narratives to movie, world’s fair, and museum admission tickets, they céuld
interact with the agreed-upon marititne_ conventions and joitl in the enthusiasm for things
maritime. .Elite conspicuous cohsumption and middle- and working-class imitation |
brought the Maritime Revival to many socieﬂ g‘fpups. Values were still being passed otl,

| but instead of using maritime imagery to exclude irﬁmigrahts and the working class, they‘
were now being invited to join the club—for a small fee. |

As thé older world of wind-powered commerce waned, a preindustrial way of l‘i'fe'

| and skill set began to disappear along with'it. The changes brought about by stceam and
mechanization in maritinie labor were typical of similar changes on land. Rapid

' indttsttialization displaced skilled laborers and an atgrarian lifestyle. Minorities and
immigrants increasingly populatéd a labér forc¢ tttat had once been the purview of old-
stock eastern ‘families-.m American attentiotls could not substitute more mundane

considerations of coasting, canal, and river craft, or iron, steel, and steam technologies for

120 See Hanno Hardt, In the Company of Media: Cultural Constructions of Communications, 1920s-1930s
(Boulder, CO: Westview Press, 2000); Wiley Lee Umphlett, The Visual Focus of American Media Culture
in the Twentieth Century, the Modern Era, 1893-1945 (Madison, NJ: Fairleigh Dickinson University Press,
2004); David Paul Nord, Communities of Journalism: A History of American Newspapers and Their -
Readers (Urbana, IL: University of Illinois Press, 2001); Thomas C. Leonard, News for All: America’s
Coming-of-Age with the Press (New York: Oxford University Press, 1995); Roland Marchand, Advertising
the American Dream: Making Way for Modernity, 1920-1940 (Berkeley: University of California Press,
1985); and Robert Sobel, The Manipulators: America in the Media Age (Garden City, NY: Anchor Press,
1976).

121 See Robert Sobel, The Age of Giant Corporations: A Microeconomic History of American Business,
1914-1992 (Westport, CT: Greenwood Press, 1993); Thomas Muller, Immigrants and the City (New York
New York University Press, 1993); Joseph M. Perry, The Impact of Immigration on Three American
Industries, 1865-1914 (New York: Arno Press, 1978); Peter Jensen Hill, The Economic Impact of

. Immigration into the United States (New York: Arno Press, 1975); and Stanley Lebergott, Manpower in
Economic Growth: The American Record Since 1880 (New York: McGraw-Hill, 1964).
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past attention-grabbing headlines of naval victories and speedy clipper ships.'*
Americans substituted a contrived marine world in place of the one that had existed for
most of the nineteenth century. Without the lenses of hostalgia, eranticism, and the
vicissitudes of historical memory, all of which were informed by the Maritime Revival, a
narrative of decline belongs more in the realm of fiction than hisforical fact.'? Yet,v
perceptions of decline had an enormous amount of cultural power at the end of the
nineteenth century and images of a lost way of life fit nicely into a kind of oceanic
pastoralism. Championing halcyon days long past provided an influential narrative in
old-stock American culture, one that offered a means to retain influence in a changing

" United States.

However uneasy New Hampshire ‘Historical Society Presjdent Daniel C. Roberts
may have beén regarding the éuccess of educating the immigrants through cultural
hegemony, many others thought it a Valuable method. Pieqes of material and intellectual
culture could instill essential values and prop up a way of life that was changing. Books
and advertising, public exhibitions and museums, mass culture from moviés to clothing,
and shipping out late in the age of sail were all ways in which the maritime experience—
once cleaned up and heroicized—could be spreéd through American cultu’r’e. The elites
of American society (Lawrence Levine’s arbiters of cul£ure) helped to determine cultural

trends and to create a popular image of things maritime. This image was then diffused—

122 See Hutchins, American Maritime Industries and Carl Cutler, Five Hundred Sailing Records of
American Built Ships (Mystic, CT: Marine Historical Association, 1952); Frederick William Wallace,
Under Sail in the Last of the Clippers (Boston: Charles E. Lauriat and Company, 1936); and Mary
Matthews Bray, A Sea Trip in Clipper Ship Days (Boston: Gorham Press, 1920). '

12 See Roland, Bolster, and Keyssar, Way of the Ship.
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sometimes through ideas, oth_ef times sold through media outlets—throughout American
culture, effectively replacing the actual experiences of fifty or more yeérs past. By
divorcing image from.reality, a fairly small number of eastern elites succeeded in
redefining the meaning of the American maritime experience. They took a dirty, diverse,
and working-class experience and co-opted it for»their own sociai class. They converted
it into an upper-class endeavor, and sought to emulate their ancestors through yachting
and pleasure boating. “That the spirit of our seafloving ancestors still lives in our young
men and women,” asserted the Massachusetts Tercentenary Marine Committee, “may
best be judged by Viewiﬁg the regattas which take place throughout the summer months
off our shores.”-124 Once the upper class had co-opted a working-class expérience and

~ built a sanitized version of the past, they seft»aboutv selling it to the whole of .an amenable
American society through éulfural ingtitutions ?nd popular culture. Of course, thesev
eastern elites had assistance. Americans were valready familiar with the maritime
experience-as-lived, and this had prepared them to receive the messages of the Maritime

- Revival. Ironically, soxhe consumers of this new vision were the very working classes
and immigrants whose ancestors had participated in the past maritime world. Other
consumers’ only experience with things mafitime was the immigrant ship upon which
they arrived. Either way, what began as a top-dowh attempt té impose cultural hegemony
via imagined traditions was transformed into a piece of popular culture through mass
media, albeit one that bore almost no relation to what actually went on among merchant

vessels, warships, schooners, and canal boats of the eighteenth and nineteenth centuries.

12¢ Massachusetts Special Commission on the Celebration of the Tercentenary of the Founding of Mass.
Bay Colony, compiled by the Marine Committee, Massachitsetts on the Sea, 1630-1930 (Boston:
Commonwealth of Massachusetts Tercentenary Marine Committee, 1930), front endpaper.
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Like the Colonial Revival, the Maritime Revival helped soften the dislocating effects of a
changing United States. “Old American families thought of it as the style of their
ancestors,” William Rhoads has written of the CQlonial Revival, “while some immigrants
approéched it to become better Americans.”'>> Both to combat cultural change ahd to
help pass on cofe Améfican values to thé g’roﬁps causing the change, Maritime , |

Revivalists looked backwards to create a usable past out of a vision of their own heritage.

125 Rhoads, Colonial Revival, 551.
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CHAPTER II
CRAZY TO GO TO SEA: MODERNITY AND ANTIMODERNITY ON THE WATER

- In October 1929, v22-‘yea‘r-ola Stan Hugill signed on board the British bark
Garthpool for a voyage to Austfalia. Hugiil sang séa chanteys, work: songs intended to
coordiﬁate a crew’s efforts while they performed sﬁipbéard tasks. »In the 1850s, chanteys

' allowéd shortilanded crews to use their collective 'stréngth efﬁciéﬁtly. By 1929, Hugill’s
- expertise in Cobrdinating vshipbo.érd activities thrdugh song was invaluable to the
Garthpool’s crew,’ but iﬁ realify, the heyday of the singing sailor was at least six decades
past. Hugill, thbugh, noticed fhét his shipmates coﬁstantly asked him to recreate the
practicés of past sailor,s."‘AlI our young cre'w,” noted Hugill, “are very interested in these
chanties and want to learn them as speedily as they can, and I’m> getting quite hoarse
repeating the various versions to...these embryo chantymen.. ..They all feel as though
they want to do this voyage in real old clipper-ship Style.” The enthusiastic crew’s desire
to recreate past customs extended beyond music. The sailors asked the Vessel’sl sailmaker
to build them a canvas horse to enact ‘seafaring’s equivalént ofa mortgage-buming
party—a “Dead Horse” ceremony—at the end of their period of indebtedness to the ship.
‘Despite his shipmates’ enthusiasm, Hugill quickly noted that the dead horse ceremonyi

was “a custom that has long since fallen into disuse.”’ The crew’s desire to make their

! Stan J. Hugill, “The Last Voyage of the Garthpool: Britain’s Last Square-rigger,” Sea Breezes 8, no. 124
(March 1930): 105-106. ’ ’
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1929 Voyagé in the fashion of 1850s clipper ship sailors reflected their cultural perception
ofa past golden age of sailing ships. Many of these 1920s sallors who signed on board
the remaining square -riggers were looking for an adventure but they also realized that
they were witnessing the twilight of commercial square-rigged sailing by the late i9205
and they needed ’to undertake this authentic experience before it disappeared.2 Anything
they could do to provide some conti_rruit}; with past mariners was fai’r game; and Hugill
was only happy to oblige his shipmates. | | 4
Seafaring’s rneaning to post-Civil War American sailors depénded upon ftheir

. p‘erspeétiv‘e, their reason for shipping out, and their social class. Forwardalooking pedple
of all social classes found ways to éngage with waterborne life in the 18é0s and 18905.
In a modernizing world, commercial opportunities coer(istsd with newer recreational
activities. Increasingly, both men and:womelr took to the water for pleasurablé activities,
from swimmirrg, td srnall boat handling, to yach‘ting.3 Seafaring as employmént also

- remained important in the last third of the nineteenth century. A man coulvd find Vrork in

an ever-modernizihg steam and diesel fleet, join the iron and steel-hulled NaVy, or

receive training at a nautical school.* The labor force responded to changing

? Similarly, baby boomers hopped freight trains and hitchhiked around the United States mimicking Woody
Guthrie and other Depression-era drifters, and the children of baby boomers followed the Grateful Dead
into the 1990s. Both groups sought out these avenues for adventure before each opportunity passed from
the scene.

3 See Ed Holm, Yachting’s Golden Age, 1880-1905 (New York: Knopf, 1999); William Picard Stephens,
Traditions and Memories of American Yachting (Camden, ME: International Marine Publishing Company,
1981); Douglas H.C. Phillips-Birt, The History of Yachting New York: Stein and Day, 1974); Winifield M.
Thompson and Thomas W. Lawson, The Lawson History of the America’s Cup: A Record of Fifiy Years
(Boston, 1902); James Tigner, Yesterday on the Chesapeake Bay (Atglen, PA: Schiffer, 2007); H.
Christopher Martin, Virginia Crew, 1877-1997 (Charlottesville: Rivanna Press, 1998); and Atwood
Manley, Rushton and His Times in American Canoeing. With Paul F. Jamieson (Syracuse NY: Syracuse
University Press, 1968). ’

89

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



technologies. Beginning in the 1840s, growing substantially after the Civil War, and
again expanding in the 1880s and 1890s, steam vessels cﬁallehged sail power, especially
on shorter routes where coaling stations existed. Sqliare-figged sailing vessels grew
larger to compete and remained important into the tWehtieth century because, as the
saying goes, air is free. With lower overheard, these vessels emerged as long-diStance
bulk carriers, sailing fewer voyages over lo‘ng‘er routes.” Increased competition and
falling rates led to declining labor conditions on board, with corresponding decline in the
>qua1ity of crews on square-rigged vessels.® Sailing vessels may have benefited from
“economies of scale in the bulk carrying trades, but fewer men 10’6ked to square-rigg.,ed’
vessels for long-term employment, as modernity obliged them to build seafaring careers
upon steam-and d.iesel-powered, vessels. Séafaring under sail grew antiduated, and
quality—of cargo, ship, crew, and ofﬁcers%transfened to modern vessels. |
Sailing’s decline made the experience rougher, the voyages longer, and the
lifestyle increasingly alien to modern Americans by the turn of the twentieth century.
Conversely, for Americans with antimodern inclinations, attachment to the sail

experience became something akin to pastoralism on land, with its meaning redefined in

% See Lewis R. Fischer and Even Lange, International Merchant Shipping in the Nineteenth and Twentieth

“Centuries: The Comparative Dimension (St. John’s, NL: International Maritime Economic History
Association, 2008); Jennifer Speelman, “Nautical Schools and the Development of Maritime Professionals,
1874-1941 (New York City, Pennsylvania, Massachusetts)” (PhD diss., Temple University, 2001); Donald
L. Canney, The Old Steam Navy (Annapolis: Naval Institute Press, 1990); Harold G. Bowen, /00 Years of
Steam in the United States Navy (Princeton, NJ: Princeton University Press, 1937); John H. Morrison,
History of American Steam Navigation (New York: William F. Sametz and Company, 1908); and E. N.
Dickerson, The Steam Navy of the United States: Its Past, Present, and Future (New York, J.A. Gray,
1863).

> See Howard 1. Chapelle, American Sailing Craft (New York: Kennedy Brothers, 1936); and Basil
Lubbock, The Down Easters: American Deep-Water Sailing Ships, 1869-1929 (Boston: Charles E. Lauriat
Company, 1929).

6 John G. B. Hutchins, The American Maritime Industries and Public Policy, 1789-1914 (Cambridge MA:
Harvard University Press, 1941), 372-376, 426-430.
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terms of a heroic narrative. If the ﬁlen who shipped oﬁt before the Civil War did so
solely for employment, those sailing after the war had more complicated motivations; As
moderﬁ maritime endeavor made sailing less effective as a career path, a new breed of
sailor emerged. Some were nostalgic, trying to experience the last gasps of commercial
sail before it disappeared forever. Others sought spiritual solace in an intensely authentic
experience juxtaposed against industrialized mass culture. Some men responded to
family folklore and its traditions, attempting to reconnect with family pasts. Others were
100king for adventure at a time when adventure took on patriotic significance during
America imperialism in the 1890s. Still others sought to redefine themselves by leading
a primitive, preindustrial, and strenuous lifestyle as standards of masculinity changed and
modern society seemed guilty 6f softening American manhood. In so doing, these men
stepped outside their social class and took up working-class traditions bby embracing an |
increasingly antiquated technology and its customs. Participating in this oceanic pastoral
helped middle- and upper-class men adjust to the complexities of modern life.”

Whether seeking employment or an authentic antimodern adventure, family
history and proximity to the coast were signal factors influencing middle class young
men to go to sea in any era. “What sailors shared in common, more than any other

feature,” historian Daniel Vickers has written of seventeenth and eighteenth century

7T.J. Jackson Lears, No Place of Grace: Antimodernism and the Transformation of American Culture
(New York: Pantheon, 1981), 57-58. Lears identified class as a significant element of the antimodernist
impulse. “Older WASP elites” were his “dramatis personae” whose resilience over time “required the
maintenance of cultural hegemony.” (xvi). See also Simon J. Bronner, “Introduction,” in Manly
Traditions; The Folk Roots of American Masculinities, Simon J. Bronner, ed., (Bloomington, IN: Indiana
University Press, 2005), xi-xxv; Martin Green, The Great American Adventure (Boston: Beacon Press,
1984); E. Anthony Rotundo, American Manhood: Transformations in Masculinity from the Revolution to
the Modern Era (New York: Basic Books, 1993); and Gail Bederman, Manliness and Civilization: A
Cultural History of Gender and Race in the United States, 1880-1917 (Chicago: University of Chicago
Press, 1995). For more on pastoralism, see Sarah Burns, Pastoral Inventions: Rural Life in Nineteenth-
Century American Art and Cultyre (Philadelphia: Temple University Press, 1989).
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sailors, “was the simple experience of having grown up beside the sea.”® Playing along
the shore, fishing, boating, watching vessels, and listening “to their older brothers talk
about their work on the deep” are only a few of the familia_r socializing experiences
resulting frorn family and proximity. As the nineteenth century progressed, more
mariners hailed from inland, but family and proximity rernained impbrtant. “I came from
an old vNew England sea-faring faniily,f’ wrote maritime autlior C‘arl Cutler in 1930. “My
father Went to sea when about 13 years old and continued until he was 25, and then went
‘into the Baptist ministry.... He has. always been more of a sailor than a preacher,
however. That fact result_ed in niy going to sea and spending ayear or so trying to
become a,sailor.”9 'I Family and proximity were iniportant to young men seeking nautical
employment frorn the colonial period to the Civil War, and they remained important '
‘during the Maritime Reviyal. By the 1870s and 1880'5,} however, the'same overt act—
shipping out uniler sail—had taken on a new and different meaning. Rather than
: following in the footsteps of their ancestors for a career, sailors during the Maritime
Revival sought adventures, authentic and intense experiences, »and a way tobexpress older
'masculine values to regain senses of self. During a time of increasing secularization,
feelings of social dislocation, and a eenee of cultural authority in crisis, these men

embraced the workaday employment of their ancestors with renewed enthusiasm,

8 Daniel Vickers, Yozmg Men and the Sea: Yankee Seafarers in the Age of Sail, with Vince Walsh, (New
Haven: Yale University Press, 2005) 58.

? Carl Cutler to Ednah Farrier, 10 July 1930. Carl Cutler Papers Collection 100, box 1, folder 14, G.W.
Blunt White Library, Mystic Seaport Museum, Mystic, CT (hereafter cited as Cutler papers, box and folder
numbers).
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instilling in it new meaning, and hoping to regain some foothold for their life in a

modernizing America.'’

Modern Mariners‘

What_ then, -of youn’g working-clasbs men seeking careers ancl long-term
employment at '_séa duririg the years ’of the Maritime Revival? Before the mid nineteenth
century, seafaring offered both steige-of—life .er‘nploymeilt and a path for édvancement to
the officer cc‘)rps.ll Woiking—class me‘n could take one or two voyages in their youth, and
,thven settle into eirlliloymént on shore. Those th remained at sea éduld elevate

, themselVes in boil1 shipboard ranl< and social status ashore. After the CiQil War, |
'v teélinological advancés in ship design and engineering made sailing craft increasirigly :

- obsolete, arid, with them, the lifestyle of seafaring under sail.'2

By the 1890s, anyone
seeking a long-term career at sea wquld instead turn to steam- or diesel-i)owered vessels |

| for their training._ 'Alternaiiyely, bulk carriers transporting grain, guano, and oil continued
to sail and to provide employment for mariners into the 1930s. Othei working-class

Americans could find employment laboring on docks as stevedores and roustabouts, or

afloat in more advanced craft as oilers, engineers, firemen, and stokers.'®  Still other men

1 1 ears, No Place of Grace, 31-33.
' See Vickers, Young Men and the Sea.
2 Edward W. Sloan, “Vulcan Now Rides in Neptune’s Barge”: Steam Propulsion and Seafaring Enterprise
- in Post-Civil War America,” in American Industrialization, Economic Expansion, and the Law, eds. Joseph
R. Frese and Jacob Judd, (Tarrytown, NY: Sleepy Hollow Press, 1981), 56. ‘
- B See K.T. Rowland, Steam at Sea: A History of Steam Navigation (New York: Praeger, 1970); Eric
Arnesen, Waterfront Workers of New Orleans: Race, Class, and Politics 1863-1923 (New York: Oxford

University Press, 1991); and Bruce Nelson, Workers on the Waterfront: Seamen, Longshoremen and
Unionism in the 1930s (Urbana, IL: University of Illinois Press, 1988),
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might learn marine engineering or navigation at one of the maritime training schools then
coming into existence. In these institutions, men could earn professionai status for |
themselves, which in turn helped to professionalize modern maritime enterprise. The |
vessels, voyages, training, and eventual job goals of this type of seafarer indicate that
noneof these employment‘opportunities represented any exceptional status for seefaring.
Training in nautical schools haid existed‘since the 183 Os, especially in eestern

cities like Boston. In 1839, nOting the degraded condition of American seamen and the

, need: for “measures by .which this class of men are increased and improved,” B"oston Port
vSociety President Samnel Cabot urged Massechusett‘s Senéitor John )Davis to support

,.federal funding for a nalitieal school. While the Port Society “look[ed] upon a nautical
school as one of the most important [enterprises] claimmg the support of Government
the nautical schools were unfortunately linked to discussions about creating a rnandatory
maritime apprenticeship program. Both ideas.Were equally vilified by organizations o‘f
no less import than the Boston Charnber of Commerce and the Iéoston Marine Society,
‘whose pr1n01pal shlp owners on this matter were “almost uni'versallji opposed” to '
having such a law thrust upon them despite the laudable goal of improving the quality of
seamen. “Compulsory apprentlceshlp, wrote Chamber President N. Appleton, ¢ would
not fall in with our Yankee habits and Yankee notions,” not to mention Yankee
miserliness."*

State and private nautical training schools developed independently of federal

funding, proposals for which were generally rejected. Perhaps no proposal was more

“U.S. Senate, 'Documents on the Subject of Apprenticing Boys on Merchant Vessels, and the Establishment
of Nautical Schools, 25" Cong., 3" sess., March 2, 1839, S. Doc 300, 1-5, U.S. Congressional Serial Set,
‘http://docs.newsbank.com (accessed March 5, 2007).
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creative than the Senate Committee on Naval Affairs’s 1869 attempt to give a vessel to
New York City to “assist in the care and educatio.n -of the...juvenile dependents of the
city, with a view particulariy to training tﬁem fOr‘tvhe ‘nauticallservice.” Naval Secretary
Gideon Welles responded vehemently, objecting ‘;0 “récruiting the navy from the purlieué
Qf cities.” If the goal was increased American parﬁcipation, ;‘making our naval and
commercial ships reform-schools, or places of refuge for youthful offenders,” he insisted,
“will not elevate the character of our seamen, or make the professioh attractive to

13 Welles was correct in his assessment; if the goal was to

American citizens.
professionalize maritime employment, culling sailors from reformatories was a poor idea.
Finally, after decades of wrangling, on June 20, 1874, Congress authorized the Secretary
of the Navy to provide the states, upon the ‘reque.st, “a suitable vessel of the Navy, with

all her apparel, charts, Books,vand instruments of navigation...to be used for the benefit of
any nautical school.. .fc')rvthe' instruction of youths in navigatiori, seamanship, marine
enginery and all m.atters pertaining to the proper conétruction, equipment and sailing of
vessels.” In a nod to Welles’s egrlier objections, the act provided that “no person shall be
sentenced to, or received at, such schools as a punishment, or commutation of

punishment, for a crime.”"® The New York Nautical School (now SUNY Maritime

Academy) took immediate advantage of the act in 1874, followed by the Pennsylvania

1% Senate Committee on Naval Affairs, Report to Accompany Joint Resolution S. R. No. 225, 40" Cong., 3™
sess., Com. Rpt. 262, 1-3, U.S. Congressional Serial Set, http://docs.newsbank.com (accessed March 5,
2007). '

18 An Act to Encourage the Establishment of Public Marine Schools, Public Act Chapter 339, 43" Cong., 1%
sess., US Statues at Large 18, part 3 (1874): 121, American Memory, A Century of Lawmaking,
http://memory.loc.gov/ (accessed March 5, 2007).
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Nautical School in 1891 and the Massachusetts Nautical Training School (now
Massachusetts Maritime Academy) in 1893."

Forward-looking young men seeking a seafaring career could take vthis course of
action, especially since class considerations and the declining reputation of seafarers had
been addressed, if not completely satisfied, by the act’s final provision. The greater good
was that public marine schools helped to professionalize American seafaring as |
technology advanced and education in marine engineering became too complicated for
on-the-job training. These schools modernized the labor force while shipbuilders
modernized vessels and propulsion. As in Progressive-era education ashore, men
considering seafaring as a céreer could receive professional training in the latest
technologies. Formal training instead of “learning the ropes” at sea, iron and steel instead
of wood, and coal and diesel instead of wind made tin-can sailing about as exceptional as
factofy work. If Briton William McF eé found romance in British tramp steamers, B.
Traven certainly cast them as an industrial hell in his 1926 work, The Death Ship."®
Seafaring of this kind was neither adventurous, charactér building, giamorous, nor
authentic to those men trying to escape modern American society and culture. 7
Industrializaﬁon had gone to sea, and any romantic, heroic, or unique status to the job had
to be found elsewhere.

.Beyond nautical employment, there were plenty of ways for middle- and upper-

class men to participate in maritime life—provided they accepted modernity in the

17 “History of the U.S. Merchant Marine Cadet Corps,” http://www.usmm.org/cadetcorps.html (accessed
March 2, 2007). See also, Speelman, “Nautical Schools and the Development of Maritime Professionals.”

18 See James T. Babb, A Bibliography of the Writings of William McFee (Garden City, NY: Doubleday,
Doran, and Co., 1931); and B. Traven, The Death Ship: The Story of an American Sailor (1926, trans.

1934; New York: Knopf, 1934). Traven’s nationality is disputed as either German or American of German
descent.
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maritime world of the 18805 and 1890s. Instead of looking to the sea for employment,

pleasure boétihg and yachting offered middle and upper classes chances to experience life

ﬁpbn the Watér. Everything from canoes and Adirondack guide boats to naphtha-
powered launches and excursion ferries offered 1eisure opportunities. Coney Island, New
bYork offered the middle class recreational activities." New hOusing developments in

Watch Hill and Narragansett, Rhode Island created upper-class waterfront enclaves.

Both reinforced the idea that the middle and upper classes were finding ﬁew ways to
interact with the marine en{/ironment, almos;f,'always for pleasufe rather than work.? The ,
Water Rat’s oft-quoted préclamétioh from The Wind in the Willows (1908) that “there is
| nc‘)thi‘ngv—absolute. nothing——half so much worth doing as simply mesSing about iﬁ boats”

expressed a new attitude towards sﬁi‘éll boat handliﬁg that resonated with the leisure

glass.z ! In contrast, sailors before the Civii War might have considered Samuel

Johnson’s maxim: “No man will be a sailor who has contrivance'enough to get himself

into jail; for being in a'ship is being in a jail, with the chance of being drowned,” more

appropriate.> Clearly something had changed between Johnson’s and Ratty’s

assessments of life on the water.

19 See Michael Immerso, Coney Island: The People’s Playground (New Brunswick, NJ: Rutgers University
Press, 2002). '

20 «Wwatch Hill Rhode Island and Its Attractions as a Summer Resort,” (1887; repr., Watch Hill, RI: Book
and Tackle Shop, 1977), in possession of the author; “Narragansett Improvement Association, Inc.,”
(Narragansett, RI, September 15, 1920), Narragansett Improvement Records, MSS 483 SG31, folder 31,
Rhode Island Historical Society, Providence, RI. ’

21 Kenneth Grahame, The Wind in the Willows (New York, Charles Scribner’s Sons, 1908), 7. Italics in
original. See also Thorsten Veblen, “The Theory of the Leisure Class,” in David A. Hollinger and Charles
Capper, eds., The American Intellectual Tradition, A Sourcebook, vol. 2, 1865 to the Present, 4% ed. (New
York: Oxford University Press, 2001), 141-155. :

*2 “The Samuel Johnson Sound Bite Page, Quotes on Soldiers and Sailors,”
www.samueljohnson.com/soldiers.html (accessed April 12, 2007).
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The transformation of sailing from business to pleasure was most pronounced in
the development of yaehting. 1In 1917, Brown University professor Wilfred Harold
Munro offered a contemporary treatment of the decline of ‘Bristol, Rhode Island, as a
| shipbuilding center. The town had ceas‘ed lannchi'ng Vessels of note until 1863,‘wvhen
“Herreshoffs began to send from their yard tne yachts that Were to ‘show their neels’ to
all rivals.”” The Herreshoff reputation and their yachts guaranteed that in Brisfol, “the
old seafaring spirit still exisfs, though mightily transformed.” “‘From the port today go
forth vessels of a very different type,” wrote Munro. “They lack the capacious holds of
the olden dayé but they carry sails larger than any of the old captains ever dreamed of.
~ Their business is not to carry merchandise; they sail forth from Narragansett Bay to lead ,i
the yachting ﬂeete of the world.”®* The transition from seafaring to yachting marked the
class lines along which Inaritir_ne enterprise became bifurcated over the course of fhe
Maritinle Revival. Yachting and pleasure boating was the purview of middle and upper
» classes, while commercial maritime enterprise remained a working-class endeavor, one
undertaken in smeliy, smoky, cold steel vessels rather than shiny yachts. Yachtsmen and
pleasure-boaters were a part of this story because they reflected newer sensibilities about
how to engage with the water. Se too were the working-class mariners trying to eke out
an existence upon steam- and diesel-powered commercial watercraft, because they
reﬂected modernity at sea and their naotives contrasted with those of the young men
“crazy to go to sea” between 1870 and 1940. But, for the Maritime Revival, the middle-

and upper-class men who took to the sea—not on yachts, pleasure craft, or industrialized

2 Wilfred Harold Munro, Tales of an Old Sea Port (Princeton: Princeton University Press, 1917), 31.

. 1bid,, 34.
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steamships, but instead on square-riggers long after they had diminishedias eareei
opportunities or economic forces—provide the principal narrative. Neither pleasure nor
career building drew these men to sea, but they willingly step};ed outside their middle-
and upper-cless socialv etruetures to partake in what had been,'b-efore the 1860s, primarily
a working-class endea\tor. As these young men shipped out on wind-driven bnlk carriers,
their motivations to go sailing were far different from those of their working-class

shipmates and officers.

Sailing as a Masculine Adventure
Négotiating masculinity was reugh terrain‘for‘ young men as their identities and i ,
| conceptions of masculinity were puiled in new directions between the 1880s and 19303. _.
American'men began viewing genteel Victorian values, such as self-restraint, as
effeminizing forces and grew increasingly wotried about their gender identities. Stenping
beneath one’s social class was one way middie- and upper-class white men attempted to
redeﬁne'their inasculinity in this period. Gail Bederman has explored the remaking of
manhood in the ciosing decades of the nineteenth.‘ century, and, in addition to linking race ‘.
and class to gender identity, s}ie found tnat‘iniddle-class men often “appropriated
activities which had been deemed working-claSs.” Working-class codes of manliness
developedb “to resist the moralistic manliness of the middle class,” according to
Bederman. “This reugh, working class masculinity had celebrated institutions and values

antithetical to middle-class Victorian values—institutions like saloons, music halls and -

[
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prizefights; values like physical prowess, pugnacity, and sexuality.”®® Feats of strength,
gendered Spaces, and shore-leave debaucheries such as drinking, fighting, and whoring
were all significant elements of seafaring life. ’Going to éea -under sail was an experience
tailor-made out of working-class cloth, one ready to be co-opted by men seeking to
reassert themselves and their ideas of masculinity in the 1880s and 1890s.

Claiming thé merits of one’s primal self also helped men navigate the murky
waters of changing masculinity. Anthony Rotundo has asserted that cultural standards of
masculinity underwent their most radical transformations in the 1880s and 1890s.%% A
new standard of “passionate manhood,” according to Rotundo, supplanted previous
standards based upon devoﬁon to community (communal manhood) or self-reliahc.e (self-

~ made manhood). Passionate manhood rejected Victorian ideals of self-restraint and
instead turned toward more primal virtues. While rﬁneteenth century middle class culture
had always identified passion with the male of the speqieé, “what changed in the |
century’s final decades,” Rotundo has written, “was the valuation of these passions”
which had or;ce been viewed as “dangerous” or an “evil that threatened both soul and
society.” Instead, Americans began valuing passionate behaviors. Now, whether
celebrated via Coopér’s Leatherstocking novels, Melville’s South Sea adventures, Jack

London’s tales, or the many books heralding American Indians, Rotundo has argued that

» Bederman, Manliness and Civilization, 17, 245. See also, John Tomsich, A Genteel Endeavor: American

Culture and Politics in the Gilded Age (Stanford, CA: Stanford University Press, 1971); and Robert

Dawidoff, The Genteel Tradition and the Sacred Rage: High Culture vs. Democracy in Adams, James, and
. Santayana (Chapel Hill, University of North Carolina Press, 1992).

26 Rotundo, American Manhood, 222. For more on masculinity studies, see Kenneth Clatterbaugh,
“Literature of the U.S. Men’s Movements,” Signs: Journal of Women in Culture and Society 25, no. 3
(Spring 2000): 883-894. See also, Michael S. Kimmel, Manhood in America: A Cultural History, 2" ed,
(New York: Oxford University Press, 2006); Peter N. Stearns, Be a Man!: Males in Modern Society, 2™ ed.
(New York: Holmes and Meier, 1990); and J.A. Mangan and James Walvin, eds., Manliness and Morality:
Middle-Class Masculinity in Britain and America, 1800-1940 (New York: St. Martin’s, 1987).

100

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



“aman’s ‘animal instincts’ were seen in a positive light” at the end of the nineteenth
cen‘[ury.27

While there are some key exceptions, seafaring had always been primarily a
masculine world and work environment.”® Everything from the physicality of the wbrk,
to the single-sex environment, té the hierarchy bf command marked'seafar'ing as an
archly masculine endeavor, so closely assbciated with maﬁliness that some individuals-
considered the éct of a woman even writing about seafaring anathema. In 1937, youhg
maritime enthusiast J. Ferrell Colton (living in that bastion of rﬁaritime culture, Coyote
Range, Arizona), wrote of his concern that some valuable manuécript material of the late
Frederick Matthews‘was being turned over to one “Mrs. Protheroe,” who had sailed with
her father, Captain'Reed, in the 1890s.2° Colton was not concerned with her gender;
rather, he thought her a poor writer and scholar, bne given to “r():rnanticism.”3 0 What the
young man did not do, in 1937, was challenge her right to write about maritime topics
based upon her gender.

His correspondent, Captain P.A. McDonald, thought differently. McDonald was

a retired square-rigger captain living and working as a shipkeeper in Winslow, on

%" Rotundo, American Manhood, 227.

8 See David Cordingly, Women Sailors and Sailors’ Women: An Untold Maritime History (New York:
Random House, 2001); Margaret S. Creighton, Rites and Passages: The Experience of American Whaling,
1830-1870 (Cambridge, UK: Cambridge University Press, 1995); Margaret S. Creighton and Lisa Norling,
eds., Iron Men, Wooden Women: Gender and Seafaring in the Atlantic World, 1700-1920 (Baltimore:
Johns Hopkins University Press, 1996); and Lisa Norling, Captain Ahab had a Wife: New England Women
and the Whale Fishery, 1720-1870 (Chapel Hill: University of North Carolina Press, 2000).

¥ P A. McDonald to J. Ferrell Colton, 17 June 1937, J. Ferrell Colton Collection, SFMM HDC 1076, box
1, folder 2, J. Porter Shaw Library, San Francisco Maritime National Historic Park, (hereafter cited as
Colton collection, box and folder numbers). See also, Octavius T. Howe, M.D. and Frederick C. Matthews,
American Clipper Ships 1833-1858, vols. I and 11, (Salem, MA: Marine Research Society, 1926, 1927).

- % J. Ferrell Colton to P.A. McDonald, 28 June 1937, Colton Collection, box 1 folder 2.
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Bainbridge Island, Washington. His age is unknown, but he was at least 60 years old in
1937, so he likely he first went to sea in the 1890s. Before the 1870s, women were better
integrated into the maritime world,‘ tending homes and businesses ashore or, like
Protheroe, sailing with their captain-fathers or captain-husbands. McDonald’s seaférihg
experience was more a maéculine enterprise, and forty or fifty years later, hé had serious
“misgivings...as fo the very valuable material of Matthews being handled by a woman.”
As ideas of séafaring’_s inherent masculinity expanded during thé Maritime ReVival, in
McDonald’s view, it was abhorrent er a woman to participate ‘in‘the discourse of these

* newer masculiﬁe'qualities. He iilustrates Bederm’an’sb innt'that “As Vicforian_ism lost its |
cuitural power, defendefs of white méle power turned to masculinist Vérsions of
civilization in order to supplement old-fa'shioned ideologies of civilized ‘manliness’ with
newer sorts of primitive ‘masculinities.” !

[If crossing class lines to live the rough life of a square-rigger sailor helped |

middle;class sailors recerr their passionate manhood, stepping outside one’s social class

' neverfheless presented a dilemma.‘ Frederick Pease Harlow, son of a Mefhodist minister
and later an important éhronicler of life on a square-rigger, sailed in the late 1.8705, when
his berth in the carpénter’s cabin amidships caused immediate trouble with the mate. The
boy who had signed on to be a real sailor quickly took to visiting the sailors in the

fo’c’s’le. “Don’t ever let me catch you in that fo’c’s’le again admonished the méte.
“I’ve given you a room by yourself, away from those old sailors, and you...are to have
nothing to do with them whatever.;’ The mate claimed that he did not ,Want’ his greenhand

to have his “head filled with old sailor’s notions and tricks,” further warning his young

3! Bederman, Manliness and Civilization, 217.
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charge that “if you are counting on following the seé, the less you have to do with them
the better.”** Of course, filling his head with the notions of sailors was one of ‘Harldw’s
primary reasons for signing up in the first placé. 'H‘arlow’s berth amidships probably
resulted from both his lack of experience and his'ul}clé"s inﬂuence__in ﬁndihg a ship.
Either way, it separated him from the very working-class expverie’ncve he so Wavntedv to
have, and he found his own solution by contihuing to fraternize with the “real” sailors
despite the mate and class bérriers. | |
Eighteen-year-old W.H. Taylor of Narragansett, Rhode Island, also found himself
0utsid¢ his shores'ideiqlass on his 1868 i{oyage to Cuba. He received a healthy dose of
reality as shipboard r‘hier_archy manifested itself. The immediate case regarded food. Thév
captain dined 61_1 “a stew made of pork potatoeé onions and some very good lookiﬁg
biscuit. We thought this was prety [sic] fine.” However, to the chagrin of Taylor and the
' crew, “Ower [sié] expectatioris' was soon banished.” After serving the captain’s fare, the
cook exited the galley, threw a p‘ail of dirty water over the rail, and “returned shortley
[sic] with ower [sic] meal in the same pan.” The crew’s dinne.r. was the “corned beef
wich [sic] we had bin smelin [sic] hashed up with a few potatoes.. .hard tack, coffee,”
reported Taylor, and “put on ‘the ﬂbor of ower [sic] quarters.” The final ignominy, a lack
of dining table, starkly reminded Taylor that he was no longer ensconced in his
comfortable shoreside social class. For the rest of the voyage, the crew ate the same meal
of smelly corned beef, ship’s biscuit, and coffee, day in and day out. Unsanitary
conditfons and monotonous food were common at sea and generally been apcepted,

despite c_onsiderable grousing; in the past. Thirty yéars before Taylor sailed, the

32 Frederick Pease Harlow, The Making of a Sailor, or, Sea Life Aboard a Yankee Square-Rigger (Salem,
MA: Marine Research VSociety, 1928), 92, 84.
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Pilgrim’s cook advised college boy Richard Henry Dana to throw overboard the

- sweetmeats and other land foad he had stashed in his sea chest. (Dana knew the food
Woubld.bezbad, and had tried to plan accordingly.) In an alién environment, Dana
aécépted the solution of the more experienced sea cook.” Similarly, Taylor kng:w his
situation had changed when he Was forced to admit that the provisions were"‘quit[e] a
change for one who was use to the best of liveing [sic]” back on shore with his parents in
Narragarrsett;‘34

Seeking out adventures was another way yourlg men with superior prospects |

- could challenge middl‘e-class Values‘ande step outside 'their social statibns. Easily
krornanticized asa difﬁcult, preindustrial, working-class life, square-rigged sailing_lbe-came
a grand adventure where lyoung men could reassert their newly-valued passionate
masculinity. As seafaring under sail became less common, it gained status as an

" adventurous undertaking for.American men seeking out what Martin Green has called the
“Great Améri'cari Advanture,”. tiéd to an “energizing myth” of both patriotic Arnericanism
‘and empire—bu«i'lding‘.%s, Ona avenlré for adventures—the army—was closed to men whoi
could have previously found regenerative adventures anywhere from Bull Run to

Appomattox. On land, there were fewer opportunities for adventure in the West as

V “California gained statehood and the population west of the Mississippi grew. However,.

* Richard Henry Dana, Jr., Two Years Before the Mast: A Personal Narrative of Llfe at Sea, (1840; repr.,
New York: Penguin, 1981), 48.

3 Typescript, W.H. Taylbr “Memoriés of Narragansett Pier,” n.d. [c. 1927], 35, David Patten Papers, MSS
605, folder 37, Rhode Island Historical Society, Providence, RI (hereafter cited as Taylor Narragansett
Pier, and folder, number), 20.

¥ Green, Great American Adventure, 3-4. See also Martin Green, Dreams of Adveﬁture, Deeds of Empire
"(New York: Basic Books, 1979); and Bruce A. Harvey, American Geographics: U.S. National Narratives

and the Representation of he Non-European World, 1830-1965 (Stanford, CA: Stanford University Press
2001).
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seafaring under sail remained a viable adventure, one newly characterized as exceptional
in American culture. A sailing voyage reinforced cultural values and at the same time
offered an adventure that did not involve being the target of grapeshot.

W.H. Taylor’s sense of adveﬂture had been cultivated by his proximity to water in
Narragansett, iaut some of his impressions of sailing were also the result of the influences
of popular culture. ‘Part of his romanticization, he wrote, “had been put in by Copper, |
[Cooper] Daner [Dana] and Dampier.*® Sail'ing to Cuba with potatoes and onions was
hardly the most romantic of the carrying trades, but the voyage nonetheless felt like a
romantic ad\v/enturevto Taylor. “We sailed about 1 P.M. and in a few hour we was out
sight of land and for the ﬁrst‘ time,” he mused. “It makes one feal [sic] how littel [sic] he
is.” 37 Similarly, when Fred Harlow’s older brothers returned home and fold tales of th¢
hardéhips at vsea, he ignored them. 'Despite their “admonish[ing] us never to follow the
sea for a living,” wrote Harlow, “I took particular pains to observe that they didn’t
remain ashore for any length of time.” “I judged that there must be something very
fascinating about the life,” and this fascination helped draw him seaWard not becaﬁse he
had to, but rather because he wanted to have adventures similar to ancestors and his older
siblings.*®

Folklorist Simon Bronner has offered some middle ground regarding the
motivations of Maritime Revival-era sailors, one that lies somewhere between Green’s

view that patriotism and empire-building were the main incentives for adventurer-

36 Taylor, “Narragansett Pier,” 20, folder 37. That is, James Fenimore Cooper, Richard Henry Dana, and
William Dampier.

37 Taylor, “Narragansett Pier,” 19, folder 37.

3% Harlow, Making of a Sailor, 5.
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seekers, and Bederman’s argument that fin-de-siecle white male ideas aboﬁt civilization,
masculinity, and race were the source.” Bronner has maintained that folklore provides
an avenue to transfer masculine values over time, especially within groups. Modern |
masculinity, he has argued, was rooted in late-nineteenth- and early-twentieth-century
images and symbols of traditional male practices, from hunting and‘ fishing, to facial hair.
Generally, these traditional behaviors, while often cross-cultural or, at times,
~ contradictory, nevertheless centered on independence, competition, aggression, physical
prowess and dominétion, and social groupings. Whether in cowboy culture or among
Vikings, these were the values men deemed signiﬁcant in cultures far removed in space
and time.*® Bronner has identified a multitude of traditional behaviors that expressed
masculine values, includihg speech patterns such as dirty jokes and “salty swearing.”*'
He has examinedbinitiavtion rituals in all-male environments such as military hazing rituals
from the Virginiay Military Academy’s so-called “Rat line” tcb)‘ the Royal Navy’s crossing-
the line-ceremony.** |

Folk tfaditions, traditional behavior, and symbolism all helped men between 1880

and 1920 build some sense of continuity with the past and helped them adjust to a more

% Green, Great American Adventure, 2-3; Bederman, Manliness and Civilization, 239.

- ** Bronner, “Introduction,” xxii-xxiv. See also, Sarah Watts, Rough Rider in the White House: Theodore
Roosevelt and the Politics of Desire (Chicago: University of Chicago, 2003). Bronner exammed traditional
practices in many cultures, including the masculine uses of taiko performances in Japan.

I Bronner, “Introduction,” xv. See also, Deryck W. Holdsworth, “ ‘I’m a Lumberjack and I'm OK’: The
Built Environment and Varied Masculinities in the Industrial Age,” Perspectives in Vernacular
Architecture 5, Gender Class and Shelter, (1995): 11-25.

“2 Simon J. Bronner, “Menfolk,” in Manly Traditions, 15-17. Considering his focus on male groupings,
and his inclusion of the Royal Navy, it is ironic that Bronner neglects merchant sailors’ culture. He uses
language derived from cultural representations of seafaring (“salty”) to describe coarse talk on land, and
co-opts the sailor’s ceremony as evidence of male hazing rituals without actually considering the overall
shipboard environment. Despite this omission, his point remains valid that imagery and symbolism were
methods which folk tradition helped to pass on masculine values.
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cofnplicafed male identity. The contours of industrial capitalism made it more difficult
for every American mén to be self-reliant success story. Growing demands for suffrage
diluted political power as well as demonstrating feminist inroads into what had once been
ah all-male preserve.‘43 Folkways and manly lore were balms for these challenges to
masculinity.

Family folklore and public memory helped to build a bridgé between the
dislocated maséulinity of ﬁn-de—siecle American men and their heroic basts. At the
dedication of the Old Dartmouth Hiétorical Society’s 'ﬁew whaling museum in 1916,

"~ Haverford Coﬂege President Francis Barton Gumme'r‘ve'"lionized theb New*Englahd meﬁ
who had gone a’whaling. “Time ‘and 'c_ircumstance hé've‘swépt away oﬂe of the great
types of our American ménhood,” Gummeré said, “along with [a] handicraft in which
courage, resourcefulness, agility, clearveye, and steady'nerve; were the very common;
places of the calling.” He challengéd the‘audiencevto resist “the deplorable fad of
blackwashing our past and d'épfecating old types of manhood. Let us rather idealize
them.”_44 By 1916, the lore of whaling was considerably moré heroic than the indusfry
itself, but the imagé of Gummere’s idealized whalemeh had been growing .for decadeé.
Even without direct connection or relation, the éymbolism of fugged individuals bravelvy

facing the punishing elements was potent to the men who sailed during the Maritime

* See Lawrence Goodwin, The Populist Moment: A Short History of Agrarian Revolt in America (New
York: Oxford University Press, 1978); Norman Pollack, The Populist Response to Industrial America:
Midwestern Populist Thought (Cambridge, MA: Harvard University Press, 1962); Robert C. McMath,
American Populism: A Social History, 1877-1898 (New York: Hill and Wang, 1993); Sara Hunter Graham,
Woman Suffrage and the New Democracy (New Haven: Yale University Press, 1996); Aileen Kraditor,
Ideas of the Woman Suffrage Movement, 1890-1920 (1965; repr., New York: Norton, 1981); and Eleanor
Flexner, A Century of Struggle: The Woman'’s Rights Movement in the United States, ed. Ellen Fitzpatrick,
(Cambridge, MA: Belknap, 1996). ' ' ,

4 James Lindgren, “ ‘Let Us Idealize Old Types of Manhood’: The New Bedford Whaling Museum, 1903-
1941,” New England Quarterly 72, no..2 (June 1999): 165.
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Revival. Shipping out was a way these men could maintain ties to folk traditions, even if . |
they only imagined that these traditions belonged to them, their ancestors, or their own or
social class. Embracing the traditional symbolism of maritime life and wrapping oneself

in these traditions and heritage provided some psychological continuity with the past.

quuth and Family Ihflueﬁée ‘

- Folkways also helped to socialize younger boys into diséppearing maritime
traditions, and a youth filled with maritime activities influenced rﬁany men to ship out |
under sail. Generations earlier, adolessent boys familiarized themselyes With watercraft .
as part of their upbringing at the feet of fathers, older brothers, and uncles.. After the
Civil War, as thé unusual phénomenon of going out on the water for repreational
purposes took root, u:sing the sea as a playground or exploring decrep:it waterfronts
offered young boys entrépdt into maritime traditisns and symbols. Rodman “Tod” Swift,
a scion of a prominent New Bedford whaling family, sailed as a boy in waters off
Nonquitt, Massachusetts, and later on Buzzard’s Bay as a teenager.®’ Harlow sailed
Narragansett Bay “frdm ohe end to the other, exploring the bays and inlets,” with his
brother, he wrote, “and many a hard blow we were in so that reefing and knotting were
not entirely new to me.”* Harlow had more chances to learn smali boat héndling in his-'
cousin John Soule’s sailboat. John Ssule “was a boat builder...[who gavé] me the

privilege of hsing the boat when not in use.”’ Marine artist Clifford Ashley, who would

BWlilliam] H. Bunting, Sea Struck (Gardiner, ME: Tilbury House, 2004), 14-15.

® Harlow, Making of a Sailor, 5.
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ship on board the whaling bark Sunbeam in 1904, wrote that? in the 1890s, the “unpoliced

ships and grass-grown wharves made a marvelous playgroimd.” Ashley and his

childhood playmates learned to swim, paddle, and row around the ;fessels laid up in Nerw

Bedford’s harbdr. The boys climbed rigging, and “played games énd pretended one thing

and another,” Ashley wrote, “always 1t was something that smacked of the sea.”*® |

| Undoubte_dly,' much of the charm re‘sulted from fhé fact that these scenes took place upon
abandoned vessels and wharves. Free of adult supervision, childhood imaginations had -
both setting and symbol for grand adventures.

Fredi Harlow, like Avshley, found ships, shipyards, and _waterfronts the

playgrounds of his youth. As an old man, Harlow builf a model of famed Boston ship
builder Donald Mc’Kay’s last ship, Glory of the Seas. “When a boy of 13, I played about |
the huil of the ship before she was launched in East Bbston,” he vfeminisced while
constructing the model. “And 5 years later I became a sailor on the shib ‘Akbar.””
Betweeﬁ his séagoing family ties and 'childhood_ playground, according to Michael J.
Mjelde, ‘;the McKay Ship be’éérﬁé a furthér.‘factof inspiring him to ship out.” A
generation earlier, maritime iifé had b‘eerllrrno're clo'svely associated with work than with
play. Much like maritime life’s shift from an OCcﬁpation to yachting for adult middle-
and upper-class men, adolescents who grew up messing about in boats solely for fun‘

~ could not help but conclude that there was something adventurous about the experience.

Exploring decrepit ships and crumbling wharves or sailing in small boats for pleasure,

7 Typescript, Frederick Pease Harlow, memoir, n.d. [19487], 23. Ph’otocdpy in possession of the author
and deposited at the G.W. Blunt White Library, Mystic Seaport Museum, Mystic, CT.

* Clifford Ashley, The Yankee Whaler, popular ed. (Boston: Houghton Mifflin/Riverside, 1938), 1, 117.

* Harlow, memoir, 341; Michael J. Mjelde, Glory of the Seas (Middletown, CT: Wesleyan University
Press, 1970), 14, 244,
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reinforced seafaring symbolism in young boys and helped to turn shipping out under sail
into a rite of passage for some middle- and upper-class me::’n.

Family, like the physical symbols.o‘f -seafarihg, helped to idealize certain types of
manhood. Fathers and brothers were important to rﬁasculine development in boys,
Bronner has asserted, but “in addition to consideratio_ns of patriarchal influence, the role
of powerful women—mothers and teachers—regarding the developing boy” also
deserves consideration.® The meaning of the family and of proXimity to water changed
during the Maritime Revival, and this shift in family influence is illustrated by the
contrasting cases of Joshua Slocum and Frederick Pease Harlow. Slocum, the first man
to circumnavigate the globe single handedly, went to sea in 1860 and was twelve years
older than Harlow, whq first sailed in 1875.‘ Slocum, reared in Nova Scotia, was “born to
seafaring,” wrote biographer Walter Teller. Though the son of a farmér, ‘his forebearers,
by and large, were sailors,”51 Slocum himself identified with his sailor-ancestors. “On
both sides of my family were sailors,” he wrote, “and if any Slocum should be found not
seafaring, he will show at least an inclination to whittle models of boats and contemplate
voyages.... As for myself, the wonder of the sea charmed me from the first.”** Similarly,
both Harlow’s immediate family and more distant ancestors had seafaring roots. “Long
before I left high schools I had made up my mind to become a sailor,” Harlow wrote in
bl 928. “Three of my brothers were in the merchant service and there was nothing else for

me to do for we all took to salt water like ducks.” His grandfather, Isaac Winsor, had

*0 Bronner, “Introduction,” Manly Traditions, xvii.

*! Walter Magnes Teller, “Joshua Slocum: Navigator and Writer,” in Joshua Slocum, The Voyages of
Joshua Slocum, ed. Walter Magnes Teller (New Brunswick, NJ: Rutgers, 1958), 3.

*2 Joshua Slocum, Sailing Alone Around the World, in The Vayages of Joshua Slocum, 225-226.
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commanded both merchant ships and whalers.and, according to family story, “was a
Tartar from the old school.” F amily legend maintained that his grandfather once
heaved a harpoon at a recalcitrant mate. Harlow later wrote that he had been saved the
ignominy of being a “descendant of a murderer on the high seas” only by a fortunate
pitch of a whaleboat.**

Family folklore oherated differently for Slocum and Harlow, even though a
seafaring family hisfory pleyed an important role fof both men, Slocum first worked an
insufferable job ashere making leather boots with a “father, irritahle and defeated,
holding-him to a hated task,” but family lore passed on the idea that one went to sea for
work. Slocum ran away to sea at age fourteen as cook on a fishing sehooner, failed and
returned home, but left once and for all upon the death of his mother two years 1ater.55
Harlow’s home life washconsidera‘bl}:/ mere positive, as was the family lore about
seafaring. “Did I run away from home to go to sea; er was I knocked down with a club
and dragged all over the barn floor for refusing to milk the cows?” he rhetorically asked
his readers in his 1928 narrative. “No! I never was knocked down at home, for my father
was a Methodist minister...and he lived his life as a minister of the gospel should. Ihad
the best of homes and my parents did everything they could to make life pleasant.”® As
the son of a minister, Harlow grew up in an educated environment‘, and despite being

born in Illinois, the family quickly returned to the East coast and lived in Boston and

53 Harlow, Making of a Sailor, 1-3.
* Ibid., 3.
35 Teller, “Navigator and Writer,” 4-5

% Harlow, Making of a Sailor, 3.
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Duxbury, Massachusetts, and Bristol and Newport, Rhode Island.”’ The Reverend
Harlow “did all that he could to make me understand that there were better things on land
for me to follow than going to sea,” wrote the younger Harlow. He quickly added “but to

1 3958

- no avai With a higher level of education, a more cosmopolitan upbringing,' and an

admittedly better home life, Harlow looked on sailing as a grand‘ adventure Ir_ather than a
mere job. Slocum representéd an o"lder world of seafaring, one whefe men went td sea

* because that was simply what men living near the water had done for centuries. Harlow
sailed because he wantfcdito take his own place in‘ the family tradition, émulating his older
brothers and his' deceased grandfather. Even as équéfe-figged sai>1ving Waﬁed, it'offered

| him that pléée.' .. | o |

Onc e seafarihg _bécame an exceptional, rather thaﬁ a ﬁormative, experience, many

families began_discoﬁfaging their young men from going to sea. The ybunger generation
| might’consider participaﬁon in folk traditions vworthwhile, but their parénts, perceiving
p’éor deciéions, could be quite distressed. In 1868, W.H. Taylor of Narragansett, Rhode
Island wanted to get away from.the workaday life of helping his father run a bathhouse.
When given the chance to take over the fémily business, Taylor announced, “I was now
18 years old and I had a desire to go to sea.” The views of his parents, though, were

- different than those of previous generations. “Both farther [sic] and mother,” reported
Téylovr, “was very much against it.”> Similarly, Harlow’s family opposed his going to

sea in 1876. His eldest brother, Julius Harlow, mate of the ship Windward, wrote home,

*7 Harlow, memoir, 1, 11, 23, 25.
* Harlow, Making of a Sailor, 3.

3 Taylor, “Narragansett Pier,” 17, 19, folder 37.
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“Do not let the boys follow thersea. At best, it’s nothing but a dog’s life.”®® Fred Harlow
did not heed his brother’s advice, nor did his mother’s objections éarry any truck with
him. “My dear old -mofher, with tears in her eyes,” he wrote, “helped me get my things
together” for his onage. Léavihg 'Weepirig mother behind, Harlow “proudly” waiked td
‘thé wharf. “I felt like a sailo‘r and wanted to act like 0he,” he claimed, “carrying my bag
“as | had often seen others gd aboard their ship.”®'
| Rodman “Tod”vvavift’s mother was sirhilarly chagrinéd at her son’s decision to
sail in 1904. 'vaift descended frdm prominent New Bedford whaling families; wealtﬁ,
education,‘and intimacy with sai_ling aﬁd whaling abounded on both sides of his family
‘tree. But, like Taylor’s and Harlow’s parents, neither of Swift’s parents were enthralled _
with hié’ desire to ship Qut. To convince thém, he was forced to broker an agreement: He
would remain at Harvard if théy would drop their opposition to a sea voyage after he |
graduatéd. Both parties honored the agreement, and Tod shipped as an ordinary seaman
bon the bark Astral in October 19-04.62 His mother judged seafaring inappropriate for one
of her son’s staﬁon by the twentieth century. Dismayed that Tod requested she stop
sending so many letters, she wrote one final poét, insisting that, if his claim of a decent
captain and mate were true, “they will hav.e diséovered that you are different from

29

‘ordinary seaman.’” Mother Swift also wished her son had brought along some reading

% Harlow, Making of @ Sailor, 4.

8! Harlow, Making of a Sailor, 10. Harlow’s fictionalizing of himself is particularly interesting. He
claimed that this was his first sea voyage, but the archival evidence of his shipboard journal and discharge
certificate prove that it was in fact his second trip. When writing his first-person narrative blended fact and
fiction to create plot devices and tales with rising action, climax, and denouement. In this case, Harlow
wants to take on the sailor identity so strongly that he places himself at the center of the story to the degree
that we can almost see a Currier and Ives lithograph of his walk to the schooner with sea-bag upon
shoulder. :

62 Bunting, Sea Struck, 4, 5, 19, 224, 243.
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material, “as well as paj amés and many other things” that she undoubtedly thought would
make the recent cpllege graduate more comfortable.® Harlow’s. mother was of similar
mindset,.and “as she thought of some little article that would be of service to me” Shé
tucked it }into“ hié bag.** These women’s negative influence failed to keep their ‘sons from
taking part in family tradition for the sake of adventure alone.

' | ) | | | Family members resigned themselves to their sons’ desires but still attempted to
assert some inﬂ_uénce ‘on their behalf. Taonr"_s father saw that there was no convincing
his eighteen-year-old son otherwise. “I was determined to go,” Taylor the younger wrote,
and “feirther [sic] see [saw] that there was no use of trying to stop mee [sic].” Instéad, the -
-elder Taylor met with one Captair; Whaley, and “said to him fhafI v_ias crazy to go t6

a.” Whaley took the young Taylor' on a brig bound for Cuba with a cargo of hodp

| poles, pofétoes, and onions.*® Harlow’s father exerted similar influence. “Seeihg my
‘determinat’ion,” Harlow wrote' in The Making of a Sailor, “he‘ ﬁnélly gave hvisxconsvent,”
and the elder Haflow cbfwiﬁceci hlS :'s‘(")n to faké a shortér -coastingv Voyage‘ﬁrst and
arrangea a meétihg i‘with‘ néxt-doof?neighl;'o£ Captain Wirislow Reahty differed from
this published account, however and the boy s first Voyage was a long one aboard a

square-rigger, but his father, along with uncle Frederick Pease of Boston, did play an

% Sarah Swift to Rodman “Tod” Swift, 5 October 1904, in Bunting, Sea Struck, 243. William Bunting has
assured me that the complete text of Swift’s diary made it into print in Sea Struck, and that any ellipses in
correspondence was undertaken to eliminate redundancy rather than content. He wrote: “I can only assure
you that none of the edits removed anything significant. Most were of repetitive material, or else
extraneous references to other people, doings at home, etc. Indeed, the whole point was to leave the
important parts in!” E-mail message to author, March 28, 2007.

% Harlow, Making of a Sailor, 9.

65 Taylor, “Narragansett Pier,” 19, folder 3?:.

% Harlow, Making of a Sailor,7,9. -

114

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



important role by brokering the voyage on a solid vessel with a decent captain.67

Similarly, Tod Swift’s seafaring unclle,.Captain Francis Stone, asked his friend Captain
Smith of the Anglo-American Oil Company, a branch of Standard Oil, to negotiate a
berth for his nephew. Smith’s influence virtually guaranteed that the 'youhg Harvard
graduate could avoid foreign vessels, and, true to these intentions, Smith placed Swift on
board the American-ﬂagged Astral. Like Harlow’s uncle, .Swift’s UncllevFrank used his
connections to insure his nephew would steer clear the shoals of landsharks, shipping
agents, boarding-house masters, and leaky-washtubs and other dastardly foreign vessels.
| More importantly, these familial connections ensured that Tod Swift, who signed on
board at ordinary seaman’s rank, “would be housed apart from the common sailors,”
according to W.H. Bunting, “in a deck house physically and symbolically between the
cabin and the forecastle, and customarily occupied by petty officers, apprentices, and
boys.”® Harlow held a similar berth, apart from the fo’c’s’le hands, on his own first
“voyage. Upon discovering that Harlow had no square-rigged sailing experiénce the mate,
“made no éomment,” however, he was “very agreeable to my uncle‘” Harlow reported.®
In earlier eras, parents of diverse social backgrouhds encouraged their sons to go
to sea, but neither Taylor’s, Harlow’s, nor Swift’s families did s_o.70 Going to sea under

sail was no longer an avenue for advancing a career—ocean-going career opportunities

7 Harlow, Making of a Sailor, 82; Glenn M. Grasso, “Foreword” to Frederick Pease Harlow, Chanteying
Aboard American Ships, (1962; repr., Mystic Seaport, 2004), xv-xxi, xx. Harlow’s 1928 account reflected
the spirit of its time; changing the order of his voyaging resulted in a story of rising action that matched the
public memory created by the Maritime Revival.

% Bunting, Sea Struck, 24, 224-225.

6 Harlow, Making of a Sailor, 86, 84.

" Vickers, Young Men and the Sea, 58.
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were to be found elsewhere. Sailing was no longer an acceptable career path for middle
class men, or so their parents believed. For parents, the decline of seafaring under sail
made following wind ships a fool’s errand. For young middle- and upper-class men, it
elevated the experience into a grand adventure—and in any era, there is no greater

adventure than the one of which your parents disapprove.

Courting Difficulty to be Authentic

Despite pafental concerns and efforts on their behalf, these young men were not
going to sea to be comfortable; in fact, their goals were quite the obposite. A newfound
concenfration on physicality and a focus on the male body played additional roles as men
began reaffirming their ménhOod through streﬁuéus activities. Folk traditions and family
lore had offeréd balms for some challenges tb masculinity and had helped socialize boys
into the cultural symbolism of the maritime world. As they became men, adjusting to a
male identity complicated by the contours of industrial capitalism was another challenge.

“Some men felt emasculated by the rapid pace of business and new managerial class |

employment because corporatism had sapped their virility.”! Once an all-male preserve,

"I Bederman, Manliness and Civilization, 87. See also, Alan Trachtenberg, The Incorporation of America:
Culture and Society in the Gilded Age (New York: Hill and Wang, 1982); and Hays, Response to
Industrialism. One reason middle class men sought out difficulty and rougher, more working-class
activities resulted from a fear of one of the late nineteenth century’s most vexing diseases—neurasthenia—
which was characterized, according to its discoverer George M. Beard in 1881, by “nervelessness—a lack
of nerve force.” Beard asserted that “men, like batteries, need a reserve force, and men, like batteries, need
to be measured by the amount of this reserve.” Problems arose when the nerve force needed to sustain
everyday life exceeded reserves, and the root cause of these problems was modern American civilization—
everything from the need for punctuality, noise, and telegraphs to new ideas, buying on a margin, politics,
climate, and race, to name but a few. Nearing epidemic proportions between 1870 and 1915, a chief
component of modern civilization’s excessive stimulation was the rapid pace of business and production.
Like its contemporary, phrenology, neurasthenia is not recognized by modern medicine. There is no
evidence that Maritime Revival-era sailors went to sea to combat neurasthenia. However, given the time
period and scale of the alleged epidemic, it is likely that some of these men had at least heard of the disease
and its cure, which was, as late nineteenth-century psychology professor G. Stanley Hall advocated,
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demands for women’s suffrage diluted their politiqal power as well. The difficult livingv
and working conditions of séafaring-presented.American men a path éway from the
effeminizing forces in their rapidly changing society. In 1834, Richard Henry Dana, Jr.,
had gone to sea to improve his physical health. Six decades later, living the life of a
square-rigger sailor in a wholiy masculine world offered similar salutar}r effects for

‘ American m‘en’s' 'rnentalr health.

Chousing the right adventure was important, but physical preparation for one’s
voyage vsras, too. Each adventure-seeking sailor undertook some simulation or practice
before the ac_tuél_event of sailing, and physical activitiesv and fitness Were important
consideratiqns to the men sailing during the .Maritime Reuival. Fred Harlow wrote thnt

- ‘wliile he was “not a big husky fellow, I was of an athletic build and took part in all. kinds
| of sport” including wrestling, sparring, and h'an‘dsprings.n. While a young man in Bristol,
VRI, Harlow was an avid baseball pl.ayer', and when “not on the Cnmmon, after school,” he

wrote, “I could always be found in John Soule’s sail-boat.””

When Irving Johnson went
to sea on the bark Peking in 1929, he spent months physically training for his voyage

around Cape Horn. He remarked, “I was something of a wrestler myself.” Johnson

shipped out with his friend Charlie, who was two years on the Princeton University

encouraging “primal savagery in American boys and adolescents. Hall spent much of his career writing
and lecturing on ways to use a return to the primitive to “revitalize passionate and powerful manhood
within advanced civilization.” Bederman, Manliness and Civilization, 78, 87, 95, 101; and George M.
Beard, American Nervousness: Its Causes and Consequences, (1881; repr., New York: Arno, 1972), 5, 103,
105-106, 113, 117, 122, 161, 172. For more on neurasthenia, see Marijke Gijswijt-Hofstra and Roy Porter,
eds., Cultures of Neurasthenia from Beard to the First World War (Amsterdam and New York: Rodopi,
2001); Tom Lutz, American Nervousness, 1903: An Anecdotal History (Ithaca, NY: Cornell University
Press, 1991); and Francis G. Gosling, Before Freud: Neurasthenia and the American Medical Communzty
1870-1910 (Urbana, IL: University of Illinois Press, 1987).

7 Harlow, Making of a Sailor, 5.

s Harlow, “Memoir,” 23.
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varsity wrestling team and had been on the track team as well.” In footage filmed before
the voyage, he demonstrated his physical prowess and ability to take punisﬁment by
undertaking challenges, ranging from suffering spills from high-wheeled bicycles to
ciimbing télephone poleé with rotten bases to v‘simulate the rﬁovement of going aloft at

- se:éll.75 Like Johnson, Haﬂow praéficed‘ “sail'orizing”itechniques before signing on board. ’
His brother had coﬁstructed a mqék-up of é ship’s mast, yard, and sail in thé attic of the‘ ,
fafnily home. In édditi_on to learhing the ropes in John Soule’s sailboat on Narragansett
Bay, the ybung Harlow learned how to furl Square sails in the attic lohg beforev hevwould
have to undertake the task at s'.eél.76 Similarly, Taylor was familiar with watercraft before
his voyage. “Altho [sic] this was the ﬁrst time I was this faf from land,” he wrote
regarding his sqle Vojage to Cuba and back, “I was quite a sailor in knolage [sic] Ivhad
ben [sic] many times to New York and Pro_videhée in vesales [sic].”’ Pre-Civil War
sailors did vnot undertake this physical preparation—it Was something unique to the )
Maritifne Revival. These men, separated by decédes but tied with the common thread of
culture, came to look at physical fitness as a way to bolster their masculinity. This

- popular ﬁxatioh with fitness, as historiaﬁ John F. Kasson has argued, was a way to
demonstrate the “traﬁsformation ﬁ*om weakness to supreme streﬁgth, from Vulnerability'

- to triumph, from anonymity to heroism, from the confinement of modern life to the

s Irving Johnson, Peking Battles Cape Horn (1932; repr., Peekskill, NY: National Maritime Historical
Society, 1995), 2. )

> Around Cape Horn, videocassette, by Irving Johnson, 1929 (film) and 1980 (narration), executive
producer Kenneth Mahler (1985; Mystic, CT: Mystic Seaport Museum Film and Video, 2002).

"¢ Harlow, memoir, 25; Harlow, Making of a Sailor, 5.

77 Taylor, “Narragansett Pier,” 19, folder 37.
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recovery of freedom.””® The concentréﬁon on the male body and physical fitness offered
a path, avyay from fhe dehumanizing structures of 1ife in a modernizing United States
where mass cﬁlture was alienating and destroying one’s sense of psychological
individuality, and toward a sense of “authénticity.”
The physical challénges of square-rigged sailj became a natufal extension of
physical ﬁtfless éshore. The shipboard Work—climbing high aloft, raising anchor, setting
-and furling sails by handling hundreds of poundé of wood and canvas against the wind,
and loading cargo—was undertaken while sailors never slept more than four hours at a
stretch and might be éXposed to equatorial heat or to sub-Antarctic col'd. PreViQus
generations expected the ’physicality of the job, but they toék' no real note of it save to
complain‘about the hardships at sea. Both bodybuilding an‘d.squar‘e-rigge‘d sailing were
responses to a life that o‘ffe:r’ed young men a future: tied to desks, classrooms; and
bqardrodms, and the young men who sailed during the Maritime Revival waﬁted to
experience as much physiqality as :p;)ssible to insure they weré receiving the so-called
“real thlng w9 N | |
Willfully making thirigs as difﬁcﬁit aé possible illﬁstrates the changing cultural
meaning of square-figged sailing. "Quests for‘ antimodern authenticity, desires for -

physical fitness, praéticing for one’s voyage beforehand, and rebuilding one’s masculine

~

7 John F. Kasson, Houdini, Tarzan, and the Perfect Man: The White Male Body and the Challenge of .
Modernity in America (New York: Hill and Wang, 2001), 8. See also, Kathryn Grover, ed., Fitness in
American Culture: Images of Health, Sport, and the Body, 1830-1940 (Amherst, MA: University of
Massachusetts Press; Rochester, NY: Margaret Woodbury Strong Museum, 1989); Pamela L. Moore, ed.,
Building Bodies (New Brunswick, NJ: Rutgers University Press, 1997); and William R. Hunt, Body Love:
The Amazing Career of Bernarr MacFadden (Bowling Green, OH: Bowlmg Green State University
Populat Press, 1989).

™ Tom Pendergast, Creating the Modern Man: American Magazines and Consumer Culture, 1900-1950
(Colombia, MO: University of Missouri Press, 2000), 3.

2
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identity were all unite(i by something new under the sun: for the first time, the desire to
make one’s shipboard life as difficult as possible was a stated goal. For example,

| romanticizing hardship and the adventurous nature of square-rigged sail was one of Alan
Villiers’s chief preoccupations. In 1929, Villiers and shipmate Ronald Walker set out
with 2 movie camera to film a passage on one of the. 1ast square-rigged vessels. They

~ sought a craft “without a wheelhouse and without brace vWinches, and those other man-
saving gadgets of later days,” wrote Villiérs. He and Walker wanted to film an authentic
Cape Horn passage in an older-style ship, one where the crew ;‘had to stand their frigid
tricks at the huge open wheel, unprotected, tortured by the cold fury of the wind, sodden
by the ceaseless rain, cut by the merciless hail.” However, Villiers revealed his true
colors: “We had no desire to share their misery!” he cheerful}ly admitted, “buf that was
part of the life we wished to record on the film, the romance of the helm. A wheelhouse
would take it from us.”®® Villiers’s admitted that the modern conveniences found on
several of the vessels that he and Walker rejected as subjects of their film were indeed
beneficial to sailors in terms of workload, comfort, and safety. They would also cause
the “loss obf some of the most vivid, most striking, and hardest to obtain of the pictures we
sought.” The greater the hardship, the greater the sense of adventure, authenticity, and
romance. vVilliers wanted his film to “stir people’s blood...compel in them some fear of
the cold heartlessness of the bittef sea, some admiratién for th§ courageous spirits who
set out in their old sailing ships and always fought it.” Villiers filmed and wrote towards
the end of the Maritime Revival, but his outlook was the same as that of the young men

seeking adventures on square-riggers from the 1870s through the 1930s. His point of

% Alan Villiers, By Way of Cape Horn (Garden City, NY: Garden City Publishing Company, 1930), 12-13.
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view was a culmination éf nearly fifty years of men sailing for adventure, romance,
masculinity-building, or antimodern impulses. .These predecessors had identified square-
rigged sail’s essential values, and he enthusiastically accepted them when shipping out in
the 1920s. Villiers asserted that “we wanted to film the real life aboard the Cape Horn
ship,” whi_le in actuality, he wanted to film the most romaﬁtic, heroic, and archetypically
masculine elements of the story. Other vessels at the docks of Port Lincoln, Melboum’e,v
and Wallaroo, Australia, which he had fej ected because they possessed too many. modern
conveniences, were real Cape Horn ships too, and far more representative of square-
vrigged sail in the 1920s. |
Similarly, Carl Cuﬂer, wriﬁng in 1930, wanted fo portray life on clipper ships at
“its most heroic—and difficult. Embréile_d 1n an argument with Charles R. Patterson
regarding an illustration in Cutler’s Greyﬁqunds .of the‘Sea (1930), Cutler admitted that
he probably should have used a scene showingi“mofe typical reefing conditions.”
Instead, he chose to include a much more difficult operation, “the thing at its
hardest. .. with a short handed crew.”®! Before joining the bark Peking in 1929, Irving
Johnson and shipmate Charlie Visitea Northern Ireland’s natural wonder, the Giant’s
Causeway. Johnson’s hat was blo% out to sea, and Charlie suggested that he take
advantage of a near-by “wishing stream” and “wishing seat.” J ohnsoh drank from the
stream, sat upon the seat, and wished for his wayward hat’s return. About half an hour
later, the hat drifted ashore. Having confirmed the power of the seat, Charlie suggested
that Johnson wish for more. Thinking this a famous idea, Johnson again “drank from the

magic spring, then sat in the stone seat and said ‘I wish for plenty of exciting storms on

81 Carl Cutler to Charles R. Patterson, 24 June 1930, Cutler Papers, box 1, folder 13a.
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our voyage around Cape Horn.”"82 Before the Maritime Revival, this brand of hubris
would have been considered absolute insanity. Now, seeking out difficulty, and even
asking for it, assured the young men who shipped out that they were indeed having a true

" and intense ex'peri'enc'e, one that allowed them to commune with their an_cestorsv, ideas,
and folk traditions; Cutler, Johnson, Villiers, and Walkerwantéd to represent an
antiquated way of life because'vt‘he Maritirﬁe Revival and the constructive power of
decline had influenced their own attitudeé, SO that>difﬁculty made for a more léUdatbry

__ historical memory of the sailing eXperignce. By theﬂlat_e 19205, these men’vsv outlook
reflected a new significance for 'sailing that had been developingfsince W.H. Tayior ha.dv

’ ‘ﬁrst been crazy to go to sea. | -

Jackson Lears has asserted that a major tenet of antimodernism was more than

9. 66 2

, m¢re EScapiSm? that antimodernists” “quests for authe'ntvicizity eased their own and others’
adjustments. to a streamlined culture of consumption.”*? For’ Maritime Revival sai.lors;
living the p‘reindustri‘al life of a square-rigger sailor was the way to do this. Tayior was
among the first to sail and the first to leave the séa. His voyage changed his impressioﬁ
of life at sea: “It took some of the romance out of me,’; lamented ‘Taylor, “the trip being

somewhat of a dispointment [sic].”* Taylor “stil [sic]...did not give up the idear [sic] of

following the sea,” but between disappointment that his initial voyage fell short of the

82 Johnson, Peking Battles Cape Horn, 3-4.
8 Lears, No Place of Grace, xiv. See also, Pendergast,v Creating' the Modern Man.

84 Taylor, “Narragansett Pier,” 20, folder 37.
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~ writings of Co‘oper, Dana, and Dampier, and his “parants [sic]...so much against it,” he
acceptevd his father’s offer to take over the bathhouse business.®’

Tayior’s oceangoing experience reflected 'sever_al elements important to
antimodern ideas. As were many young méﬁ‘, ‘}te was indeed crazy to go to sea, and had'
the opportunity to do st) at the conclusiqn Qf the Cit/il War. He also went on a coasting
voyatge, the one segment of the méritime economy growiﬁ;g after the ‘war.v Moreover, his |
specific impressions of a seafaring lifestyle were learned from books and popular culture
in addition to the ﬁrsthand experience of living on the shore’s> t)f Narragansett Bay for. »
ﬂmost of hlS 'eigtlteelt years. Most importantly, Taylor represents p‘reciselvy the kind of
‘young rrtan who would want to ship out. His decision was based on more on a desire to
" experience a kind of life rather than outof economic necessity. Indeed, Taylor 'likrely lost
money bby sailing, considering his family’s success at servicing the wealthy bathe;rs on
Narragansett Beach. |

Taylor, like Hatrlow, McDonald, SWift, Johnson, and Villiers aﬁer him, embraced
sailing culture as an opportunity to commune with the past at a time whén both seafaring
culture and America were changing. It was a search for authenticity in a changing
world—in hisicase,v a new world of hotels, wealthy seaside visitors, and bathing beaches.
In the end, his quest for the authentic—augmented by a little parental pressure—resulted
in keeping him ashore for the rest of his life, his experience easing his personal transition
to a modern life in the beachfront service industry. As with so many others, Taylor’s

backwards glance helped him to move forward and adjust to a changing Narragansett in

the Gilded Age.

% 1bid., 25.

123

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



For Harlow, too, seafaring helped him ease into modern American life. At the
close of his 1928 narreitivé, he writes: “After parting company at Boston, I have never
seen one of the crew since,” hardly a rin.ging‘endorsement of shipboard camaraderie.*®
Moreover, aﬁ experience during his third Voy‘age, oanOard the bark Conq__u‘e_st to and from

. Bfidgc:town, Barbados, took some of the romance out of sevafaring. On,_tﬁe return Vo;fage,
a dr,unken Captain G.W. Howes insisted tha‘; the crew set more sail, despite nggy '
conditions. When ‘;he captain went bélOw, the ﬁlate had the crew furl the sail. Then, the

1 captain returned topsides and demanded it be set again. Thivs drama Was rebeated four

-~ times, until the fog lifted and all on board realized that the vessel was headed for
Chatham Beach on Cape Cod; with little sea Jroorri to.alter course. “This incident,”
‘Harlow wrote in his memoir, ;‘no dout;t was the caﬁse of my not becoming a sailor for the
rest of my days, for I'was disgusfed that a captain ofa ship shoﬁld vso’far debase himselrf

' ih the interest of the ship and crew and owners as welvl, that it left a lastihg impression on
me that thefe Wefe better thiﬁgs ahgad.’j”: - |

~On‘e of thg b,ettér ‘thi-ngs ahgad for .Harlow was becoming part of the new

managerial class wﬁere theré was far moré money to be earned and no chahce of
drowning. He fnoved to Chicago and worked for the Méthodfst Boc;k Concern as a clerk
and then salesmah, at “better salaries than I éould gei at sea.”®® Evén so, he léft the job

after refusing the unmanly job of washing the windows, as there was “a woman who took

care of all three floors” of the building. Harlow remai';ied on land for the rest of his

% Harlow, Making of a Sailor, 377
% Harlow, memoir, 101, 109.

- % 1bid., 110.
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working days as an employee for Wells Fargo, American Express, the Atchison, Topeka,

~and Santa Fe Railroad, afnong others. Harlow united masculine, adventure-seeking, and
antimodern tendencies while he simultaneously adopted a modern outlook and
employment. He ended his working life in an occupation that may be the epitome of the
maﬁagerial class then coming into existence: an accountant for Seattle concerns such as
the William Stanley and Sons Brickyard, the Occidentall Fish Company, the Dean and

~ Johnson Lumber Company, and the Puget Sound Navigation Company.89

Joshua Slocum, the first person to sail aloﬁe around the world, stands in stark
contrast to the antimodernism of Maritime Revival sailors. When Slocum wrote his
serialized tale, Sailing Alone Around the World, for The Century in 1899, he was an old
man and had already had a long career aﬂoat.. He may have been nostalgic in his old age,
but his motivation for a seafaring career had always been gainful employrhent. “When
times for freighters got bad, as at last they did,” Slocum wrote “I tried to. quit the s‘ea,
[but] what was there for an old sailor to do?”® His solo circumnavigation returned to
preindustrial technology, and ultimately, Slocum succeeded in finding a way to utilize his
past skills for both individual achievement and future income. He was astute enough to
know that, at the height of the Maritime Revival, American readers would have a taste for
his manly adventure story of é single man against nafure.
Ultimately, Maritime Revival-era sailors lived the tensions between antimodernity

and modernity. After his one voyage, Harvard graduate Tod Swift worked as an engineer

at the North Star gold mine in Grass Valley, California, and, when homesick for

% Harlow, memoir, 112, 114, 119, 166, 167, 170, 175. Even as an accountant, Harlow maintained his
maritime connections and his enthusiasm for the vessels on the Seattle waterfront never dimmed.

% Slocum, Sailing Alone Around the World, 226.
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Massachusetts, took a position in Boston with the Submarine Signal Corporation, testing
underwater ac;oustical technology aboard modern motor vessels.”’ Irving Johnson and
Alan Villiers took to sea with portable movie cameras. Despite a lifetime sailing
“outmoded” vessels, P.A. McDonald still embraced the very modern idea of looking to
 the federal government for assistance.”” He lamented that the New Deal had failed to
improve the prbspects of‘the American merchant fleet. “In the over sea trade our
outmoded ships can not hope »to cbmpete with the up to date motor-vessels of Japan,
Holland, Sweden, Norway, and Denmark, Etc., without a substantial subsidy and
improved labor-conditions™ he wrote in 193’8, while cofnplaining that “so far, our so-
called ‘Labor Relations Brd’ has failed to get related, and have only succeeded in
gumming up the works.”gl3 These men went fo sea looking backwards, but they all found

ways.to embrace the culture of the future economically, technologically, and politically.

An Oceanic Pastoral

Heraiding and idealizing a certain type of masculinity, the founders of the New
Bedford Whaling Museum, between 1903 and 1941, developed exhibits that championed
the authentic, preindustrfal and heroic lifestyle. “Intent as it was on redeeming the
reputation of Yankee whalers, the museum had essentially become a memorial to the
golden era’s ‘old type of manhood’” James Ljndgrén has written; “Whether it was

thiough their Whaleman Statue, jagging wheel exhibits, or the ship-shape Lagoda,

°! Bunting, Sea Struck, 314, 317.

2 See Lisbeth Cohen, Making a New Deal: Industrial Workers in Chicago, 1919-1939 (Cambridge, UK:
Cambridge University Press, 1990). '
% P.A. McDonald to J. Ferrell Colton, 6 June 1938. Colton collection, box 1 folder 3.
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museum makers had idealized a world that presumably passe_d with mechanized whaling,
newer immigrants, and industrial factories. However, those‘same museum makers—and-
their sons—were precisely the men who had ushered in the new era.”® These museum
makers and their sons were of the same kith and kin ‘who‘ privileged square-rigged sailing
above other maritime énterpriée.v Antimodernism paradoxically ﬁelped insure that the
new era would preyéil——but not before the Mariﬁme Revival helped to build a public
memovry of seafarihg far different from that of previous generations. Square-rigged

: sailing’s new meaning insured it a centrzﬂ place in‘American qulture, helping to create a |
popular image of seafaring that was, in’ efféct; an oceanic pés’tkﬁral. | |

Ultimately, these men relied on fhe working-_clasé sailors: fo provide the

| ‘environment for their adventures, but the luxury to éhoose one’s own adventure was a

‘pr‘ivilegé of mid_d-lé— and upper-class men. If family and proximity set the stage, free time
and economic freedom offered the opportunity, and even though they ‘sailed shoulder to |
shoulder, thé meahing of seafaring to the middle- and upper-class sailors of the Maritime
Revival differed con‘siderablyr from that of their working-class shipmates. Working-class
sailors might find seafaring an ad’venturpus challenge, and share the value of adventure, ,
but they sailed for employment. Like boys taking to water for fun, the men who signed
on board sailing ships in from the 1870s through the 1930s had the means to devote some
of théir early adulthbod to adventure, and while every boy might crave adventure, only
those with sécure economic standing could afford to take so much time solely for

personal development. Square-rigged sailing for middle class youth was a way to

% James Lindgren, “New Bedford Whaling Museum,” 205.
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prolong their adoléscence, a central requirement for the development of middle class
youth culture.”

Signing on board sailing vessels gave white men, told that they should laud their
primitive sides and live strenuous lives, places where they could recléim their masculinity
and class standing. Life afloat encompassed most of the elements of a desirable
masculinity, as scholars of gender have pointed them out: suffering under adverse
conditions, experience in méle groups with a hierarchical command structure, and
reliance on physical ahd mental strength. Like logging camps, fishing vessels, and shore-
based fishing camps, sailing provided a malejsegregéted spatial environment, and, by the
1880s, also provided a signiﬁcantly greater raci_ally-segregated environrhent than it had in
the past.”® Such discrete spaces allowed white men ﬂie "chan.ce to have their authentic
preindustrial experi¢nce before moVing al_q_ng with their careers ashore. At the same

| time, the genderéd space and racial segregation on board offered middle and uppér-class
men a veritable safe zone—one free of gender and racial considerations—in which to
reinforce the primacy of white men who were seeking to reassert their dominant role in

American life. Sailing’s all-male environment helped to establish “caste thinking”

% See Paula S. Fass, The Damned and the Beautiful: American Youth in the 1920s (New York: Oxford
University Press, 1977); Paula S. Fass, Children of a New World, Society, Culture, and Globalization (New
York: New York University Press, 2007); Neil Campbell, ed., American Youth Cultures (New York: '
Routledge, 2004); Richard L. Rapson, ed., The Cult of Youth in Middle Class America (Lexington, MA:
Heath, 1971); Howard P. Chudacoff, How Old are You?: Age Consciousness in American Culture
(Princeton, NJ: Princeton University Press, 1989); and Herbert G. Gutman, Work, Culture and Society in
Industrializing America: Essays in American Working-Class and Social History (New York: Knopf, 1976).

’® Holdsworth, “ ‘’'m a Lumberjack and I'm OK’,” 13. Holdsworth has explored how masculine identities
found expression in male-segregated “built environments” in urban settings, but also in the above-
mentioned camps. Characterizing it as a turn “Towards Jim Crow at Sea,” W. Jeffrey Bolster reflected on
the removal of African Americans from seafaring after the Civil War despite their participation in maritime
life for centuries in Black Jacks: African American Seamen in the Age of Sail, (Cambridge, MA: Harvard
University Press, 1997). For more on gendered spatial arrangements and its consequences, see Daphne
Spain, “Gendered Spaces and Women'’s Status,” in Sociological Theory 11, no.2 (July 1993): 137-151 and
~ Daphne Spain, Gendered Spaces (Chapel Hill: UNC Press, 1992).
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among these men, and helped feinfofce core American \}alues as they saw them.”

~ Sailing square-riggers was an anti-feminist, aﬁtimodern adventure that helped middle
class men renovate their senses of self and reestablisb a sense of superidrity in a changing
society. Ruggedly masculine values could be inculcated into middle- and upper-elass ‘
yourtg men by reinventing square-rigged sailing as an elite traditi‘on,‘ when in actuality,
mostv of these palfticipartts moved outside of their social ciass when they redefined tbe '
mean{ng of seafaring.”® , Not every middle-C'iass white mart who shipped(out between
1870 and 1930 recognized these motiv.ating factors, but they are amortg the reasons

' pr1v11eged young men started seekmg out experlences that, a generatlon earher would-
have been beneath them except as members of the officer corps |

| Throughout their youth; middle- and upper-cla_ss men‘had the luxury of choosing"‘ '

their own paths. On land, they need not find emplbj/ment in northeastern factories nor
midWestern farms. ‘Shoreside, they avoided work as rolustabouts or longshoremen.
Aﬂoat, th‘ey shunned sboveling coal i_i,nto steamships’ boilers and pumping diesel fuel into
combtlstion engines. These jobs held rtone of the panache that seafaring under sail

' possessed. In fact, these men did not need to go to sea at all; they chose to do so because J

seafaring represented a very specific idea to their social class and culture. Revival-era -

sailors went to sea seeking authentic, preindustrial experiences that would connect them

°7 Green, Great American Adventure, 217. Scandinavian and German-owned and officered vessels
dominated square-rigged sailing by the 1930s, providing American men a largely white environment in
which to cultivate further a sense of racial superiority.

® Ibid., 221, 6, 80; Bederman, Manliness and Civilization, 17, 184,185,193. See Allen Warren, “Popular
Manliness: Baden Powell, Scouting, and the Development of Manly Character,” in Mangan and Walvin,
Manliness and Morality, 199-219; and E. Anthony Rotundo, “Learning About Manhood: Gender Ideals and
the Middle-Class Family in Nineteenth Century America,” in Mangan and Walvin, Manliness and
Morality, 35-51. See also John Peck, Sailors and the Sea in British and American Novels, 1719-1917 (New

~ York: Palgrave, 2001); Bert Bender, Sea-Brothers: The Tradition of American Sea Fiction Jrom Moby-Dick
to the Present (Philadelphia: Unlversny of Pennsylvama Press, 1988).
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to the halcyon days of square-rigged sailing and to the exploits of their ancestors, who
had built a nation on all forms of maritime enterprise. Square-rigged sail fulfilled their
quest for genuine, intense experiences against the backdrop of a modernizing world. By
seeking out these antimodern experiences, upper-clasé young men were trying to create
meaning and continuity with a past they saw slipping away in a modernizihg society and
cultufe. As they did so, the diversity of American maritime life, whether of workforce,
Véssel type, technological advance, or trade, was Jost to popular culture and pubiic
memory. Whethef strenuous living to reclaim one’s masculinity, seeking ties to the past,
living out authentic experieﬁces, or being an adventurer in the service of national, racial,
or class supremacy, these young men of the upper and middle classes were crazy to go to

sea for reasons far different than those of their fathers and grandfathers.

130

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



CHAPTER IIT -
"ARMCHAIR SAILORS: PUBLISHING AND THE MARITIME REVIVAL

‘Frederick Pease‘ Harlow éailed square-riggérs in the 1870s during the embryohic
Maritime Revival. While he left the sea and spent nearly forty years ais a bookkeeper, the |
~ sea never left him. He was a colilléctovriof maritime obje{sr d’art, a 'ship model-builder, and
| ‘a musicologist who collected seafaring songs. In the 1920s, he began writing his
memoirs during slow times around the office of the Puget Sound Navigation Company.
Harlow’s family connections to the sea inay ha\ie influenced his decision to sail in the
1870s, but his 1928 book, and‘ its publisher, better feﬂecteci the sensibilities of the meiture
Maritime Revival. The Marine Research SOciéty of Salem, MaSsacliusetts, and its
publisher, George Francis Dow, were instrumental in shepherding Harlow’s‘work from
manuscript to publicatiori. “Thank you so much for remembering me,” Fred’s wife
Gertiudé wrote thanking Dow for his recént gift of an inscribed copy of his Arts and
Crafts in New England, 1704-1 ‘775 > Gleanings from Boston. “Also [ thank you for the
very nice cordial letters you write to Fred. I trust you are going tci find just the righf title
for Fred’s ‘Darn good youth,”” she confidently declared in J anuary, 1928." Fred’s first

book was out by the end of the year, with the more marketable title, The Making of a

' Gertrude G. Harlow to George Francis Dow, 5 January 1928, George Francis Dow Papers 1926-1928, Ms.
N-1133, box 7, folder 1929, Massachusetts Historical Society, Boston, MA (hereafter cited as Dow papers,
box and folder numbers). Considering the conversation, it is apparent that Gertrude Harlow had received
Dow’s Arts and Crafis in New England, 1704-1775: Gleanings from Boston (Topsfield, MA: Wayside
Press, 1927), and not his other work published in 1927, Slave Ships and Slaving (Salem, MA: Marine
Research Society, 1927).
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Sailor, or, Sea Life Aboard a Yankee Square-Rigger. For Harlon, square-rigged sailing’s
decline was a loss of American identity, and his Maritime Revival-era seafaring n'arratvive
offered the cultural antidote. For Dow, publishing maritime books wasa logiéal
extension of his work for the Society for thé Preser&ation of Newv England Antiquities
(SPNEA) and his 'p'ositi(ﬁn as secretary of thei Essex —Inbstitute. He had spent his career
| establishingithat colon'i'al and Revolutiohary-efa' Americans, their homes, énd their
‘material culture represented proper ‘Ambe’rican aesthetics and. essential American values.
~As technological progréss in the marine world mérched on, Dow’s attention to

ahtiquarian artifapts and heroic characters and experiences turned 'seaward.v

The attraction of thc sea in the 19203 wés not limited to the young men who
signed on board the last commercial square-riggers. Many mbre were érmchair sailors
Who discovered their‘own cohnec;[ion to maritime heritage through the printed word. |
Remaining on dry land, their desire fo commune With_é golden agé vof sail was motivated
by the same cultural forces as those of young men who shipped out.. The proliferation of
maritime books between 1870 and the 1930s reflected some Americéns’ desire to
celebrate maritime heritage, but only the segments they deemed noteworthy. Seldom
Wére Weevil-ﬁlled ship’s biscuit, cramped and damp quaﬁers, or corporal punishment
remembered, and when they were, théy deserved mentioned only to cast sailors ih a
sympathetic light. Instead, nearly all books oh maritime tobics lauded the maritime
experience.

Seafaring literature can be divided into three categofies: first-person voyage
narratives, ﬁctioﬁ, and non-fiction, and their evolution illuminates the development of the

Maritime Revival from the 1880s through the 1930s. Within each, the messages of
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individual authofs were contingent upon both contemporary maritime events and their
rcspectiv¢ cultural milieus. As the Maritime Revival progressed decade by decade, the
published output rode the wave of current events in the contemporéry maritime world. In
~ the 1870s and 1880s, éuthors called for a merchant marine renaissance,v directly or
obliquely referenced maritime law and Congressional Committees, and openly Viliﬁed |
bureau;rats and politicians, whom they savw‘as hindefing America’s return to the é‘eas. In
the deéades around the turn of the twentieth century, calls for renais_sancé remained but
- were tempered With antimodern characters and ideas. These works romanticized the
experiences, lifestyles, and la‘bor force of the sea, and located core sets of national values
and behaviors in sailors and.seaféring. By the mature Maritime Revival of the 1920s and
1930s, méticulously-crafted books of technical detail_s and antiquarian historievs appéared

in print, giving permanent record to what was now a lauded as a heroic era.

~Sea Narratives . -

A‘lthoughv quage naffativés feached back to Homer’s Odyssey, ﬁrst-person
Voyage narratives published o;‘ reissued during the Maritime Revival responded to
renewed interest in a traditional marine woﬂd that was fading by the 1870s.> F irst;person
accounts offerec{ readers opportunities to idéntify With individual protagdnist-authors and
their daring deeds, and, while groﬁnded in fact, these works often_ read like works of
fiction. For readability and salability, narratives were constrﬁcted Wi_th an eye toward
tellin_g_good stories over exact details, and these works sometimes trod a fine line

between fact and fiction. Though eyewitness accounts chronicling actual voyages,

2 See Robert Foulke, 7' he’Sea Voyage Narraﬁ've mew York: Routledge, 2002).,
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almost without exception these narratives represented idealized voyages and sequences of
- events, and they were complicated ‘by innuendo, speculation, memory, and ulterior

motivations.® | o

Sea narratives shared common characteristics, many of which Richard Henry

Dana eétablished in 1840. After going to sea to reinvigorate hi‘s health, he returned to
land and wrote Two Years Before the Mast with a reformer’s agenda to make sea life less
harsh for the men who sailed the world’s unregulated oceans. Two Years Before the Mast
“initiated the genre of journey narratives,” according to Thomas Philbrick, and
é'stablished three major tenets often emulated by Others. Such narratives were written in
the first person. They were archly masculine: all engaged young men és their
protagonists. Most significantly, they all took a “young hero” away from “familiarity and
secuﬁty of his home surroundings,” Philbrick wrote, placed him “into a remote region,”
and forced him to engage with “primitive nature and uncivilized peoples.” The
shipboard environment and its unique culture, as well as the ship’s ports of call and
desﬁnation, made up the strange, the primitive, and the remote that lent journey narratives
their transformative power. Dana went to sea to improve hlS eyesight, but returned with

his life’s work defined. “If God should ever give me the means,” the tender college boy

vowed after witnessing a brutal flogging, “I would do something to redress the grievances

3 See Lawrence L. Langer, Holocaust Testimonies: The Ruins of Memory (New Haven: Yale University
Press, 1991). :

* Thomas Philbrick, “Introduction,” in Richard Henry Dana, Jr., Two Years Before the Mast: A Personal
Narrative of Life at Sea (1840; repr., New York: Penguin, 1981), 23.
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and relieve the sufferings of that poor class of beings, of whom I then was one.”” He
would reform sailors, their habits, and the exploitive practices of their employers.
Reform, Dana’s stated motivétion for writing his narrative, was decidedly
rational, and it addressed his contemporary maritime experience-as-lived. Since he sailed
between 1834 and 1836 and wrote in 1840, when séafaring was still a commonplace
activity, Two Years Before the Mast serves as a helpful basis of comparison to later
Works. Dana’s concerns were firmly planted in the maritime world aé it presented itself
in 1840, without overly-romantic impressions. Dana described early California, and
rﬁuch of Harper and Brothers’ brisk sales resulted from Americans trying to learn about
~ California during the 1849 Gold Rush.6 “Still, whether readgrs focused on abuse, reform,
or travelogue, little in Dana’s work suggeste‘dlanything heroic, archetypical, or
extraordinary about the seafaring experience, though he was, at times, awed by thé sea’s
magnificence. Two Years Before the; Mast suggesied quite the opposite: that seafaring
wa$ a miserable experience for its bai’-ticipants,- who were largely without rights onée at
sea. | |
As Philbrick noted, nineteenth-century readers “regarded the book as an urgent
call for the reform of the condition of seamen,” but its effect on the “reality of maritime
life” was minimal. However, “its effect on the literary image of that life was enormous.”’
While not a work of the Maritime Revival, Two Years Before the Mast nevertheless cast a

~ very long shadow upon future literary output of Maritime Revival-era authors by

* Richard Henry Dana, Jr., Two Years Before the Mast: A Personal Narrative of Life at Sea, Thomas »
Philbrick, ed. (1840; repr., New York: Penguin, 1981), 157.

¢ Philbrick, “Introduction,” 18.

7 Ibid., 21.
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establishing key parts of the sea-narrative form. By the 1880s, the contours of American
maritime life had changed, as had the motivations of narrative writers. Few looked to
referm seafaring’s labor conditions. Instead, set against indus‘trial America and westward
expansion, these writers were trying to save what they considered a passing industry and
important lifestyle. Dana’s basic formula remained; masculine voices wrote in .the first
person about dislocating events inv alien lands and cultures, andr these beeame

~ transformative experiences. Biit the autliors were no longer the people being renovated. - |
| Instead, they wrote about the transformative power of sea narratives in an attempt to
influence their readers and shape national policies.

| C’aptain Samuel Sainuels’s From the F\ erecastla to the Ccibin Y(l 887) epitomized

the niarriageof Dana’s narrative construction with the exigencies of what Samuels saw as
declining American maritime power. Samuels Was probably already :at sea when Dana
sailed, but he published decades later. Like Fred Harlow, Samuels censidered seafaring
an American birthright, and, also like Harlow, never let the facts get in the way of a good
story. His highly-embellished autobiography described rollicking tales of ad\renture;‘ |
from his initiation into alien shipboard life as an eleven-year-old cabin boy, up through
experiences with foreign cultures once he was in command, at age twenty-one.” Samuels
added to Dana’s formula by maldng himself, rather than the seafaring experience, the -
centerpiece of the story, exploiting vhis ewn life as a nautical archetype for younger
Americans. As did Benjamin Franklin, Samuels built atale of American ingenuity out of
his life story, setting himself as a model for the self-reliant American man, and, by
extension, the m‘ercliant marine. His Voyage narrative was a caricature, with himself as

exemplary of all that was strong, independent, essentially American, and masculine,
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values that he believed were critical to the repair éhd growth of American maritime
powef.

Samuels was éoncerned primarily with reinvigorating America shipping, and he
editorialized throughout the text on how to accomplish this goal and why it was
necessary. He assérte'ci, ba‘sed on his experiehcc in the4 merchant sérvice, and especially
his command of the 1853-built packét sh}ipl Dreladnought,’that Afnérican ships had
dominated the Atlantic packet trade in the 1840s and 1850s. Whether trading with
England or the Continent, American ships “were the wonder of the world,” preferred by
passengérs'and merchants alike, and surpassed only b‘y_'vCalifornia clippers in ‘the_ 1850s.
German and English shippihg companies looked to East Boston’s Donald McKay to build
them Vessells.8 |

When Samuels wrote in 1887, Amerlcan merchant shlppmg had suffered heavy
losseé partly resulting from the C1V11 War and partly resulting from what he cons1dered
suspect politicians and policies. By aiding the 'Confederacy, England took advantage of

: the- Civil War to “regain her supremacy” of fhedeepwatér trade that the Umted Stétes, he
claimed, “in a great measuré ..had Wrested from her.” But Americans themselves Wére
more to vblame than the British. Tariff barriers protected ninéteenth-century American
industriesl from foreign manufactures, and likewise, registry laws required American-
flagged shlps to be built in the United States.’ However, American shipyards were not

competitive, and some voices advocated loosening the reglstry laws. For these people,

8 Samuel Samuels, From the Forecastle to the Cabin (1887; repr., Boston: Lauriat, 1924), 258.
? John Hutchins, The American Maritime Industries and Public Policy, 1789-1914 (Cambridge, MA:
Harvard University Press, 1941), 57. See also, Joanne Reitano, The Tariff Question in the Gilded Age: The

Great Debate of 1888 (University Park, PA: Pennsylvania State University Press, 1994); and Jack Beatty,
Age of Betrayal: The Triumph of Money in America, 1865-1900 (New Y ork: Knopf, 2007).
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- Samuels reserved special venom. “Why should we not have the same protection ;in ‘
shipr)ing that s)ve have in manufacturing?” demanded Samuels. “Who but the foreign
interests among us are clarnroring for free-trade in shipping?” Since the war, he claimed,
“we have gridirorred this country with railroads,” encouraged industrial and mirling
interests, and helped the United States reeover from Civil War-era debt thanks, lergely, to

| protectionist policies.'” He alluded: unsympathetically-to the P.Opulists’ revolt, and
especially oelittled demands by some shippers to employ the cheapest carriers, regardlless
of nationality. American seafaring could never recover While some shippers supported
these posrtions, and all these issues were part of the United States’ seelfaring proolem, as
- far as he was concerned. |
Samuels had Captain J ohn Codmén, author of F ree'Ships..' The Restoration of the

- American Carryirig Trade (1878), ond other advocates of “free ships,” in his sights.‘ Free
ship supporters Wanted to allow Amerrcan shrpprng companies to buy foreign-built craft;
Amerlcanb shlpbullders re51sted because theyv “beheved that they would receive more
orders” if they fought against allowmg Amerrcan companies to buy vessels abroad.!”
Samuels agreed that the loss of Amerlcan shipping had to be remedied, but d1sagreed
with Codmah"s solution. Sarrluels argued confidently that American yards could
become competitive in iron and steamship eonstruction. “Fie upon the coward who says

we can’t build ships equal to hers [Britain’s] and asks for permission to buy her ships,”
_ ; A |

1 Samuels, From the Forecastle to the Cabin, 258-259.

"' Hutchins, American Maritime Industries, 434; Alex Roland, W. Jeffrey Bolster, and Alexander Keyssar
The Way of the Ship: America’s Maritime History Reenvzszoned 1600-2000 (Hoboken, NJ: John Wiley and
Sons, 2008), 215.

1> See John Codman, Free Shlps The Restoration of the American Carrylng Trade (New York: G.P.
Putnam’s Sons 1878).

(
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he declared at his book’s close. “It is not for the American mind to retrograde and to
look across the ocean for an inspiration.”"

Samﬁels used his adventurous life and his autobiography to highlight successful
American shipping and suggest legislative paths for recovery. He urged Congressional
leadership to “risé to the occasion” and provide assistance to American éhippers'and
shipbuilders.'* He hoped that the “short-sighted policy” on marine affairs was “due to
ignorance father than to the influence of lobbyisté who are stimulated by foreign gold.”
Calling Codman and his ilk the “Benedict Arnolds among us” and claiming that the only
people in thé United States “who clamor for free ships” were those more concerned with
“the interest of Europe,” Samuels’s position supported the ﬁndings of the 1869 Lynch
Committee and the 1882 Dingley Committee, both of which demonstrated “great
solicitude” for shipbuilders, even obsolescentvwooden shipbuilders."’

To bolster his case, Samuels raised the timeworn specter of national security

against free ship advocates. He questioned whether the United States would exist if it

had lacked naval power during the Revolution, War of 1812, and Civil War. The U.S.

13 Samuels, From the Forecastle to the Cabin, 307.
" bid., 259.

15 Samuels, From the Forecastle to the Cabin, 259; Hutchins, American Maritime Industries, 435, 471,
Roland, Bolster, and Keyssar, Way of the Ship, 216. Led by Maine Congressman John Lynch, the Lynch
Committee refers to the Select Committee on the Causes of the Reduction of American Tonnage, and
specifically to their 1870 report, Causes of the Reduction of American Tonnage (to accompany bills H.R
1261 and H.R. 1262), report, 41* Cong., 2" gess., February 17, 1870, H. Rpt. 28, 1-294, serial 1463
(hereafter called and cited Lynch Report). The Dingley Committee refers to the Joint Select Committee on
American Shipbuilding, and specifically to their 1882 American Shipping (to accompany bill H.R. 7061),
report, 47" Cong., 2" sess., December 15, 1882, H. Rpt. 1827, 1-323, serial 2159 (hereafter called and
cited Dingley Report). U.S. Congressional Serial Set, http:/infoweb.newsbank.com (accessed October 21,
2008).
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Navy’s “nursery was our mercantile marine,” insisted Samuelé.lé Apathy on the part of
politicians had resulted in the United States Navy sinking to insignificant levels. “Now,
what are we?” he chided, and answering his own question: “One of thergreat nations of
éarth, at the mercy of the least of nations in case of war. We have been too much
absorbed in‘the interior development of our country and in money making.”"’ ‘Indeed,
national defense was the same rationale wooden and iron shipyards, the Navy, and
shippers with shipbuilding connections—all protectionist advocates—had used over the
previous decade to guarantee continuation of the current registry laws that prohibitedv :
foreign competition.18 Samuels wrote in 1887 in support of protectionism because the
free shippers were building support: vthe minority report of the Dingley Committee

| vociferously advocated for free éhips and shipping, and anti-protectionist Grover
Cleveland was elected President in 1884." Samuels wanted td ensure that the protection
of American maritime enterprise did not flag under growing calls for policy change.

Treacherous foreign influence and commerce, domestic apathy, outright

treasonous behavior, and the bogeyman oxf free trade all conspired, so Samuels believed,
to reduce American shipping to emb'arrassing le§els, and the United States had been

emasculated in maritime affairs. Why, he asked, had the United States, only a few

decades earlier the “strong arm on the ocean,” become “paralyzed” to the extent that the

16 Samuels, From the Forecastle to the Cabin, 307.

"7 Ibid., 307.

8 Hutchins, American Maritime Industries, 434.

19 Hutchiné, American Maritime Industries, 473; Dingley Report, 22. See also, H. Paul Jeffers, An Honestv
President: The Life and Presidencies of Grover Cleveland (New York: W. Morrow, 2000); Alyn Brodsky,

Grover Cleveland: A Study in Character (New York, St. Martin’s Press, 2000); and Richard E. Welch, Jr.,
The Presidencies of Grover Cleveland (Lawrence, KS: University of Kansas Press, 1988). ‘
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“weakest natibns look in pity at our falien {.;;reatness‘?”20 Shipping was critivcal td the
economy, national pride hung in the balance, and American honor demanded maritime
prominence on a world stage. Concerned that Englénd had regained maritime supremacy
ét the expeﬁse of the United States, Samuels echoed the sentiments of tﬁe Lynch
Committee. “Every consideration, whether 0f ’intere‘st or of national pride,” said théir

“report, “impels us .to build upon our own soil the ships which are to bear the ﬂag of our .

921

country to all quarters of the giobe. With no truck for s’econ_d‘p'lace, Samuels, more

poetically, referenced classical mythology. “Niobe’s children could never be restored,

but our shipping can,” he wrote, “and it will again be in the van among all the nations.”*

Sam_buel‘s’s fonﬁative years and rise to commaﬁd weré éxperienced at sea, ‘and there, he
believed, could be found. the values to inspiré both readers and politicians.f
If the return of Amerfc'an primacy ’aﬂoat was S_arﬁuels’s motivation for writing in’
| 1887, the posthumous republication of his work reflected the different priorities of the
mature Maritime Revivai. A new edition of From the Forecastle to the Cabin appeared
in 1924, at the height of the Maritime Revival, and its new introduction reflected the
oBsessive attention to accuracy—in model building, in technical details; in recreating
shipboard cult;_ire,- and in record;breaking feats—that characterized the “authentic”
experience so important to antimodernists. Accuracy of detail could be ignoréd when

describing the rougher edges of the experience, but when pertaining to superlative

achievements, it helped to cast square-rigged seafaring in a heroic light and allowed the

2 Samuels, From the Forecastle to the Cabin, 258.
' Lynch Report, xiv. The registry and cabotage laws arose from the Tonnage Act of 1789.

2 Samuels, From the Forecastle to the Cabin, 258.
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consumers of the Maritime Revival’s output the opportunity for appropfiate veneration of
the maritime past. Ralph D. Paine, an author of collegiate and maritime fiction,
iﬁtroduce_d the 1924 edition and explored a key incident in Samuels’ career: his purported
record of 9 days and 17 hoﬁrs té Cross thé Atlantit; in 1‘859.2? Paine went to great lengths
to straighten out facts withoﬁt impugning Samuels’s memofy or”reputation. “Nothing is 7
further from the present Writefs mind,” Wrote Paine, %‘than to discredit, in the smallest
degree, the illustrious career of Captain Samuels and his ship.”** To secure Samuels;s
reputation for a new generation of ¢nthusiasts, Paine exoneréted Samuels as the soﬁrce of

| falvse‘inforrknation by using the captain’s own words v(or lack thereof), noting that Samuels‘
omitted the legendary, but undocumented,‘ record-breaking passége in a book otherwise
full of sﬁperlaﬁves. Additionally, .Paine’s own careful research of contemporary
newspaper marine reports revealed that Samuels had indeed reported the information
acgurately at thé time of the actﬁal passage. Paine dismissed Samuels’s oft-quoted claim
as‘thve product of an aging memory: “A perplexing bit of nautical history and the weight
of the evidence‘is against the authenticity of the alleged passage of nine days and

- seventeen hours!” he concluded. “It may be fairly set down as a legend of unknown
origin,” he cdntinued, “which de’luded.Captain Samuels hirhself when he had become a
very old man who dreamed of departed splendors and to whom the past was a romance
"dimmed and remote.”® Paine nevertheless noted that Samuels and the Dreadnought still

recorded numerous fast Atlantic passages—the fastest being 13 days, 8 hours, with four

3 John H. Morﬁson, History of the New York Ship Yards (New York: William F. Sametz and Company,
1909) 141. http://books.google.com (accessed March 31, 2009).

2 Ralph D. Paine, “Introduction,” in From the Forecastle to the Cabin, xix.

23 Paine, “Introduction,” xxiii.
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runs being fewer that 16 days—to show how both Captain and ship were worth
remembering with superlatives, even if they ’had been caught up in an idle sea story.
Samuels’s most astonishirig feats were accomplished while hé sailed on square-riggers—
one ship in particular. For Paine, Samuels’s life still stood as an exemplar of America’s
best values. Seeing only decline and a ioss of status in the_.r‘eal world, Samue_is héd

' publicizéd,his story in 1887 in a bid to inﬂﬁence the presevntﬂ state of maritime afféirs. By
1924, the sense of decline was di‘fferent—more cultural than ec.onomic—yef the captéin’s
autobiography sfill had a role to play in reclaiming thé heroic past for present and future

Americans.?®

_Maritime Fiction
Fictional seafaring grew in popuiarityduring the Maritime Revival. New works

incorpérated_ ‘th'ér.‘neisiof l;eroic "SB‘.ﬂO,I'S‘ ‘a/nd_ ,tl‘leve_‘lé_mental challengés of seafaring as value-
infusedr ac‘:t.iviti‘és.' Othe£ works, published earlier, experienced signiﬁcant rebirth and
recognition in the '71;9103 and 1920s. For aﬁthors, the fictional worid offered a medium

~ where statemeﬁts of purpose éould be passed, subtly or explicitly. Social class remained
a principal factor in the underlying messages of these works of fiction. ’While heroicizing
thé maritime past, calling for fhe resuscitation of marine affairs, or éxploiting a
romanticized version of history, all the authors imparted, along class lines, what they

believed were essential American values.

% In the sixteenth century, Richard Hakluyt used accounts of English voyages, according to Jack Beeching,
to “promote national confidence,” and hoped “to give policy, whether private or national, a better sense of
direction,” because England had “arrived laggardly on the world’s commercial scene.” Hakluyt wanted his
late-arriving nation to achieve a place among the Venetian, German, Dutch, Spanish, and Portuguese
competitors on the world stage. Samuels had similar goals. See Jack Beeching, “Introduction,” in Richard
Hakluyt, Voyages and Discoveries: The Principal Navigations, Voyages, Traffiques, and Discoveries of the
English Nation, ed. Jack Beeching (New York: Penguin, 1972) 11-12, 9.
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Scottish-born Robert Louis Stevenson’s T reasuré Island, serialized in 1881 and
publishéd in 1883, began the rehabilitation of pirates in American culture. Stevenson
reéast these criminals not as murderous, rapacious thﬁgs, but as independent, strong-
minded, exci;cing, and admirablevcharacters. He aimed at a youth market; “If this don’t
fetch the kids,” Stevenson asserted, “why, they have gone rotten since my day.””’ In
addition to establishing many elements of twentieth-centﬁry pirate lore and legend,
Stevenson popularized these villains as heroes, and set them on a path that would end
with pirates cast as proto-socialist egalitarians.”® |

He could not have foreseen this transformation when he wrote Treasure Island. A
boys".vcoming-of-age story, Treasure Island was an incarnation of the masculinity-
building adventure story, with upp¢r-class protagonists i)artaking in a working- (or
criminal!) class endevavor.v29 The book received new life in 1911 when publishers Charles
Scribner’s Sons commissioned an edition gloriously illustrated by American N.C. Wyeth.
Wyeth was a student of the great American illustrator Howard Pyle, who encouraged
students to paint from personal knowledge and experience. Born in Massachusetts,

Wyeth drew inspiration from his love of history, from the Revolutionary War battlefield

% Robert Louis Stevenson to W.E. Henley, 25 August 1881, in Robert Louis Stevenson, The Letters of
Robert Louis Stevenson, vol. 1, '
http://www.worldwideschool.org/library/books/lit/literarystudies/TheLettersofRobertLouisStevensonVolu
mel/chap18.html (accessed July 19, 2006). Stevenson also lived in the United States.

2 See Marcus Rediker, Between the Devil and the Deep Blue Sea, Merchant Seamen, Pirates, and the
Anglo-American Maritime World, 1700-1750 (Cambridge, UK: Cambridge University Press, 1987).

¥ Robert Louis Stevenson, Treasure Island, Scribner’s Illustrated Classics Series (1911; repr., New York:
Atheneum Books for Young Readers, 1999); and John Peck, Maritime Fiction: Sailors and the Sea in
British and American Novels, 1719-1917 (New York: Palgrave, 2001).
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near his home in Pennsylvania, and from the coast of Maine where he shrnmered.3 0
Wyeth’s seventeen illustrations mixed light and dark imagery, action, vivid characters,
and tension. The edition’s great success established Wyeth as a brilliant illustrator and
established Treasure Island as a classic of American boys’ literature.’ !
Similérly, Englishman Rudyard Kipling’s Captains Courageous: A Story of the
Grand Banks (1897) was a strong influence on American fiction aimed at young men.
Main character Harvéy Cheyne, the young, spoiled son of a wealthy railroad executive,
was washed overboard from a steamship and rescued by the crew of a Gloucester fishing
schooner, codfishing on the Grand Banks of Newfoundland. Kipling’s cor‘nivng-of-age
story placed a privileged, upper-class boy into a workiﬁg-class environment where he
underwent a trénsformative experience. Mo‘de'rn and traditional were set in opposition;
Harvey fell from a st'eamer. and was rescued by fishermen on a working sailboat. Ata
time when the growing railroads competed with marine transportation, Kipling made
Harvey’s doting father a captain of industry, running a railréad, while casting the captain

and crew of the schooner as the boy’s saviors.>> The result was that the once-spoiled,

3% Farnsworth Art Museum and Wyeth Center, “N.C. Wyeth,”
http://www.farnsworthmuseum.org/wyeth/nc.html (accessed February 22, 2008). See also, James H. Duff,
et al., An American Vision, Three Generations of Wyeth Art: N.C. Wyeth, Andrew Wyeth, James Wyeth
(Boston: Little, Brown, and Company, 1987); Kenneth L. Roberts, Trending into Maine (Boston: Little,
Brown, and Company, 1938); and Lucien L. Agosta, Howard Pyle (Boston: Twayne Publishers, 1987).

3! Brandywine River Museum, “N.C. Wyeth Catalogue Raisonné,” http://www.ncwyeth.org/ncbio2.htm
(accessed October 25, 2008). See also Michael Cart, From Romance to Realism: Fifty Years of Growth
and Change in Young Adult Literature (New York: Harper Collins, 1996). .

%2 See Maury Klein, The Life and Legend of Jay Gould (Baltimore: Johns Hopkins University Press, 1986);
Sarah Gordon, Passage to Union: How Railroads Transformed American Life, 1829-1929 (Chicago: Ivan
R. Dee, 1996); Albro Martin, Railroads Triumphant. The Growth, Rejection, and Rebirth of a Vital
American Force (New York: Oxford University Press, 1992); Edward J. Renehan, Jr., Commodore: The
Life of Cornelius Vanderbilt (New York: Basic Books, 2007); and Roland, Bolster, and Keyssar, Way of the
Ship, 199-204.
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effete brat returned with a _moré mature, masculine pelrsona.3 3 Like T wo Years Before the
Mast, both Treasure Island and Captains Courageous removed their protagonists from -

- familiar settings and thrust them inté alien surroundings thét resulted in personal gréW’fh. |
Both wére repeatedly republished throughout the Maritime Revival, and both resonated
with American audiences, even though not written by 'A‘mericans..“ Their protagonists
stepped outside their established sociai classes and earned quélities otherwise unavailable
in industrializing América.

Though now vying for first pogitiOn as the greatest American novel, Moby-Dick,
or, The Whale (1851) was an abysmal failure dﬁring Hermén Melviile;s lifetime. Still, |

- Moby-Dick possessed characteristics similar to other maritime fiction under
consideration, and attaine(:i‘ its popularity during fhe Maritime Re\‘zival.‘ Protagonist
Ishmael took to fhe ship for a liféfchanging experiénce, “a way of d%ivingoff the spieen,”
he said. His motives were bleaker, though. “Whenever I ﬁnd myself gréwiﬁg grim 'ébout
the mouth; whenever it is a damp, drizzly November in my soul; whenever I find myself
involuntarily pausing before coffin warehouses, and bringing up the rear of every funeral

235

I meet” mused Ishmael, “then, I account it high time to get to sea as soon as I can.

Ishmael’s reliance on seafaring to bring him out of his maudlin funk places Melville’s

% Rudyard Kipling,. Captaihs Courageous and Other Stories, including Rikki-Tikki-Tavi and the Maltese
Cat (New York: Dodd, Mead, and Company, 1959).

* After its first appearance in 1883, Treasure Island was republished in 1911, 1915, 1926, and 1933 by
Charles Scribner’s Sons, (New York), 1926 by J.H. Sears, (New York), 1927 by George H. Doran (New
York) and 1934 by Whitman (Racine, WI). Caprains Courageous was first printed in 1897 and reprinted in
1898, 1899, and 1911 by the Century Company (New York), 1907, 1922, 1937, and 1939 by MacMillan.
(London), and 1924, 1926, 1927, 1928 (“School Edition”) and 1932 by Doubleday and Doran (Garden
City, NY). Neither list of editions is exhaustive. ' ‘

% Herman Melville, Moby-Dick, or, the Whale, Northwestern-Newberry Edition, vol. VI, Harrison
Hayford, ed. (Evanston: Northwestern University Press and the Newberry Library, 1988), 3.
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novel in the company of other sea fiction. Like the creations of Stevenson and Kipling,
thevéemi-autobiographical Ishmael also stepped outside his social. class. “I do not...ever
go to sea as a passenger....nor...as a Commodore, or a Captain, or a Cook....No, when 1
g0 tp séa, I go as a simple sailor,” Ishinael told his au_di‘ence.3 % Yet, he was forqed to
Aéonfess, “at first, th.is sort of thing is uripléa_sant enough. It touches one’s sense of honbr, |
particularly if you cdfne of ban old established family in thellénd.” “If just previous to
butﬁng your hand into the tar;pot, ybu have been lording it as a county
schoolmaster. ...The transition is a keen one, I assure you, from' a schoolmaster to a
sailor.””’ 'Sfill, Ishmael willingly put himself into a workihg-clas_s, al»ien‘ environmént and
harsh life at sea. Moby-Dick was no si‘r‘nplle coming-of-age story, but Melville still Vﬁote '
of é sea change. On one level, the upper-class Ishmael, seeking transformation,
embraced a working-class experience. On another, by pursuing the white whale, he and
the rést of the crew underwent the greatest of all conversions, though not bne Well
‘understood by most‘ of his Victorian-era feaders. They were transformed from prosaic
" nineteenth-century whalemen at sea into philbsophic warriors on a metaphysical plane,
traveling, With their obsessed captain, from rational to irrational, and ultimately, from life
- to death.

Herie'tofore, séholars have attributed the Melville fenaisSance of the 1920s to two
cultural movements: first, the shift from Victorianism to modernism, and second, the shift
of America’s cultural center from New England to New York City. Also, in 1921,

Raymond Weaver’s biography, Herman Melville, Mariner and Mystic brought Moby-

36 Melville, Moby-Dick, 5.

37 1bid., 6.
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Dick newfound appreeiation among modern literati.*® It has not been recognized,
Lhowever, that the Maritime Revival had created new demands for maritime-themed |
literature, particularly of American origin, and this additional factor also contribpted to
Melville’s newfouhd preminence in the 1920s. Melville, from an old New York family

- of Dutch descent, belonged squarely wlthln the “right sort” of people socially. Even if
straitened circumstances led a young Melville first to teach schoolin Lansingburgll, New
York, and then to whaling aboard the 4cushnet, he and his family clung to their social
standing, maintaining their New York City residences arld taking grand tours ef Europe,
despite a lack of financial resources.”’ To upper-crust readers, Melville Was the one of
them: an old-stock American of their so'ciél class, a Writer on méritime t’oiaics, and alive
in the period of American development they coneidere‘d urladullerated, befqre the present
state of a distu_r,bingly di_verse, mongrel_' h_eltion.‘lo Like the Victorian-era Americans

’ earlier, antimodemist Americans in the. 19_205 dia not need to address the‘ angst-ridden
insights that the ‘_modernists receghized in AMe‘lv'ille; All old-stock Americans needed to
see was an advent_urous whaling story. |

Ironically, Melville’s own attitude tO\;vérds ethnicity and 'the working class was

generally sympathetic. His major characlers included South Péciﬁc Islander Queeqﬁeg,

African Daggoo, and Native American Tashtego, the three harpooners from Moby-Dick,

38 Douglas, Ann; Terrible Honesty: Mongrel Manhattan in the 1920s (New York, Farrar, Straus, and
Giroux, Noonday Press, 1996), 21. See also Eleanor Melville Metcalf, Heriman Melville: Cycle and
Epicycle (Cambridge, MA: Harvard University Press, 1953); Lawrence R. Thompson, Melville’s Quarrel
With God (Princeton, NJ: Princeton University Press, 1952); and Raymond M. Weaver, Herman Melville,
Mariner and Mystic New York, George H. Doran Company, 1921). '

% Herschel Parker, Herman Melville, A Biography, vol. I, 1891-185] (Baltimore: Johns Hopkins University
Press, 1996), 133-137, 182-185, 553, 661-701. See also, Jay Leyda, The Melville Log: A Documentary Life
of Herman Melville, 1819-1891 (New York: Harcourt, Brace, and Company, 1951).

0 See Douglas, Terrible Honesty.
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and Babo, the leader of a slave rebellion in Benito Cereno. His short story, “The *Gees”
(1856), short for “Portuguese,” Was, despite its derogatory language, “an implicit critique
of the racist views of Melville’s narrator,” according to Gavin J onés. “The deep punning
of Melville’s ske‘;ch turns language against itself: the narrator’s attempt to use language
to validate a view of racial inferiority ironiéally suggests a rich and sophisticated
intellectual heritage.”*' Similarly, critic Carolyn Karcher has asserted that Melville’s
goal of “The *Gees” was “tb subvert, rather than openly attack, the prejudices of his
publié.” She has demonstrated that Melville was writing in opposition to ethnologisfs
and Southern sympathizers who claimed that black inferiority justified a continuation of
slavery. Mélville satirized the “format and style of ethnologists’ treatises on thé Negro”
to dis‘abuse the ethnological argument of race.? Even if old-stock Americans only saw a
whalé tale, Melville’s subtle messageé about race, the limits of human knowledge, and
the metaphysical universé were clear to modernist American readers in the 19205,
searching for what Ann Douglés has called the “terrible honesty” of introspection.* For
Americans socially dislocated by pluralism, suffrage, and 1920s éxcess, Melville’s subtle
commentaries were subsumed by his use of seafaring as the setting for his work. A

whaling novel by a scion of New Amsterdam was enough to attract their attention, and

# Gavin Joneé, “Dusky Comments of Silence: Language, Race, and Herman Melville’s ‘Benito Cereno’,”
Studies in Short Fiction 32, no. 1 (Winter 1995): 10.

“2 Carolyn L. Karcher, “Melville’s ‘The *Gees’: A Forgotten Satire on Scientific Racism,” American
Quarterly 27, no. 4 (October 1975): 421-442; 421-422, 435-426. See also Edward Gredja, The Common
Continent of Men: Racial Equality in the Writings of Herman Melville (Port Washington, NY: Kennikat
Press, 1974). ‘ : '

# Douglas,' Terrible Honesty, 31-34, 205-209. See also, Peter J. Bellis, No Mysteries Out of Ourselves:
Identity and Textual Form in the Novels of Herman Melville (Philadelphia: University of Pennsylvania
Press, 1990); and Bruce L. Grenberg, Some Other World to Find: Quest and Negation in the Works of
Herman Melville (Urbana, IL: University of Illinois Press, 1989). For modernists, Melville’s rediscovery
was a fundamentally American counterpoint to the end of Victorianism.
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his subject alone allowed old-stock Americans to employ it as a piece of their heroic
maritime heritage.

Ralph D. Paine’s writing, more typical of Maritime Revival fiction, was far from
Mélvillean metaphysics. Writing during the 1910s and 1920s, Paine’s popular novels
targeted young m‘en.with the goal of instilling in them the appropriate sets of upper-class
cultural Valueé. Some of his books even bore the Boy Scout [Every Boy’s Library] seal
of approval. At a time when concerns over American manhood ranged from féar of
neurasthenié to fear of woman suffrage, Paine’s adventure stories, filled with archly \
masculine, white Anglo-American protagonisfs, guided the socialization and
development of Americanism m his adolescent readers. ‘His audience soon discovered

| that sailors, pipncers, bravery, and direct actioﬁ (rather than conéide_re'd thoughf) were all
desirable characters or virtues.** When Paine’s coming-of-age stories did nof concentrate
on brave Western pioneers, they foéused on‘ the exploits of collegiate lettermen, the
adventurous sea stories of romanticized sailors, or some combination of the two; for
example, éyoung male protagonist might abandon college and run away to sea. While
telling these stories, Paine editoriaiized on topics such as U.S. maritime policy, cabotage
laws, and the overall decline of American shipping. Well-informed but opinionated to a
fault, he addressed policy issues with the knowledge of someone whvo closely followed

the maritime affairs of the United States.

4 See Paul Gilmore, The Genuine Article: Race, Mass Culture, and American Literary Manhood (Durham,
NC: Duke University Press, 2001); Ruth Oldenzeil, Making Technology Masculine: Men, Women, and
Modern Machines in America, 1870-1945 (Amsterdam: Amsterdam University Press, 1999); John
Pettegrew, Brutes in Suits: Male Sensibility in America, 1890-1920 (Baltimore: Johns Hopkins University
Press, 2007).
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Portrayals of heroic past achievement alloWed Paine to stress the imnortance of
‘sustaining class structures and old-stock cultural values. Samuelv Samuels’s maritime
‘narrative aimed at older generations and present-day policyrnakers; by ce'ntrast, Paine’s
pulp fiction was intended to educate the young, up-and-coming class of men who would

. someday lead the country. Paine’s direct cornm_union with his readers made his meseages
mOfe effeetive. “To the undergraduate,” according to‘the WaShington Herald, the books , )
set on college campuses were “a living pietnre of ;the life“about hirn,’,’ and helped readers
identify with Paine’s message and'charaetefs. 43

* Unlike Melville, who was'viffually unknown until the 1920s, Ralph ,Paine was
w1de1y popular. A 1912 volume of his short stories, The Judgments of the Sea and Other ,
Storles illustrated Palne s style substance, toplcs appeal, and breadth of audlence It
contained such adventuresome gems as “The Praying Skipper,” “The Last Pilot
Schooner,” “Dick Floyd, Mate,’A’ “Tne Snrfman’s Holiday,” “John Janvin, Shipmaster,”
and ;‘The Whistling Bnoy.”;16 These sea adnentures hed been first seen in The Century,
Scribner s, McClures, T h'e American, Cosmopolitan, and Outing, all contemporary
magazines aimed at popular andiences.47 |

The inclusion of his works 1n the “Every Boy’s Library” series added to Paine’s

wide distribution. The Boy Scouts of America initiated the series in 1913 to combat what

* Ralph D. Paine, The Fugitive Freshman (New York: Scribner’s, 1910), back matter advertisements. See
also Joseph A. Soares, The Power of Privilege: Yale and America’s Elite Colleges (Stanford, CA: Stanford
University Press, 2007); and Mitchell L. Stevens, Creating a Class: College Admlsszons and the Educatiori
of Elites (Cambridge, MA: Harvard University Press, 2007).

%6 Ralph D. Paine, The Judgments of the Sea and Other Stories (New York: Sturgis and Walton, 1912) head
matter, table of contents.

*7 See Arthur John, The Best Years of the Century: Richard Watson Gilder, Scribner’s Monthly, and the
Century Magazine, 1870-1909 (Urbana, IL: University of Illinois Press, 1981).
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Chief Scout Executive James West called the “grave peril” of America boys’ tastes

_ “beinvg constantly vitiated and exploited by the great mass of cheap juvenile literature.”
Painé’s 1909 College Years was an approved,volﬁme. West insisted that it was the
BSA’s job to inﬂug:nce boys nét iny‘ in outdoor matters, bﬁt “also in the diversions of his
other leisure moments.” He believéd that boys gra\}itated natﬁrally toward ad{/enture
stories, but fhis prociivity had to be éultivated in prope’r fashiofl if young men were to be
socialized in thé appropriate values. “What now is needful is not that his taste should be |
thwarted but trained,” West wrote. “There shduld be constantly presented to him the

»vbooks the boy likes best, yet always the books that will be best for the boy.”*® Joining

’ Collége Yelars among books that had been judged good for the Afnerican boys of 1910s
and 1920s were sugh notable titles as Jules Verne’s 20,000 Leagues Under the Sea,
Robert Louis Stevenson’s Kidnapped, ahd Jack London’st"all of the Wild. Most of the
lesser-known books were similar to Paine’sfadvgnturéds tales that taught civic virtue
and the values aﬁpropriate to upper-class Américans.49

| Like his contemporary marine enthusiasts, Paine watched a modernizing maritime

world throughout the 1890s and 1900s. Alfred Thayer Mahan’s The fnﬂuence of Sea
Power upbn History, 1 660-1783 (1890) stimulated a building program for the U.S. Navy |

that gathered speéd under Theodore Roosevelt’s presidéncy in 1901. Naval development

* Ralph D. Paine, College Years (New York: Grosset and Dunlap, 1909), head matter. See also, Jay
Melching, On My Honor: Boy Scouts and the Makmg of American Youth (Chicago: University of Chicago
Press, 2001).

¥ “Every Boy’s Library Boy Scout Books,” www.kaboodle.com/jhattaway/every-boys-library-boy-scout-
books.html; “Grosset & Dunlap’s Every Boy’s Library Boy Scout Editions,”
www.seriesbooks.com/everyboyslibrary.htm (accessed October 25, 2008). See also, Michael Rosenthal,

- The Character Factory: Baden-Powell and the Origins of the Boy Scout Movement (New York, Pantheon,
1986); and Robert MacDonald, Sons of the Empire: The Frontier and the Boy Scout Movement, 1890-1918
(Toronto: University of Toronto Press, 1993).
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“provided the stimulus necessary to develop fully the American shipbuilding irrdustry,”
= vt/rote John G.B. Hutchins, and, at the turrr of the twentieth cerrtury, industrial shipyards
building iron frulls and employirrg thousands of workers dotted the East Coast in Newport
' NEWS, Virginia, Quincy and Boston, Massachusetts, and Bath, Maino, among other
locales. quuare-riggecrl merchant ships generally, and Amerioa square-riggérs
speciﬁoally, shrank precipitously in numbor during the 1890s, and British, Frenoﬁ, and
German iron;hulled steamship lirres all grew dramatically.’ O In perhaps the most |

~ conspicuous display of iron and steam power’s domination of the seas, President

‘Theodore Roosevelt sent the U.S. Navy’s“ so-called Great White Fleet around the world

¢

on.a forty-ﬁve-thousand‘ mile, six oorrtinerrt show-of-force tOur‘ in 1907.5!
| Against this contemporary seascape, Painé wrote of old-stock Anaericanism,
heroic seafaring, anti-imrnigrant sentiment, and modern/antimodern conﬂiot through his
charactérs and their actions. The 'Pérzfold Adventure (1910) introduced elderly spinster
Hester Penfold, living ina famlly rnansiorl that was itself a product of four generations of
~ seafaring Penfolds, as a classically antimodern Maritime Revivalist. The stately columns
of the house had once been part of a ship’s masts, its “huge parlors and library resembled v
a maritime museum,” portraits of ships and captains graced the walls, and furrliture frorrl
' the China trade sat alongside “perfect Colonial pieces for which a collec-t(')r:would have
: bartered his soul.” Amidst these relics of her family’s past, Hester occupied herself

reading “the treasures most dearly prizéd. . .logbooks and sea journals of her departed

** Hutchins, American Maritime Industries, 459-460, 438-439, 488-494.

*! Roland, Bolster, and Keyssar, Way of the Ship, #260.1
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kinsmen.”** Paine could have been describing any number of colonial or Colonial |
Revival homes in the Piscataqua River region (oh the Ngw Hampshire-Maine border),
where he lived from 1906 to 1925.% Nonhém New England in 1910 was considerably
different than the industrialized Bdston-tb-New-York corridor, and the Piscataqua region
was one of the most conspicuous centers of Colonial Revival architecture in the
country.’* The area was also a hub of nineteenth-century wooden shipbuilding, but
during Paine’s time in residence, the Portsmouth Naval Shipyard regularly launched
modern iron and steel warships and submarines.”® His Vaﬁtage point in Durham, New
Hampshire, offered him stark contrasts between historic and modern shipbuilding, true
colonial architecture in Portsmbuth, and Colonial Revival architecture throughout the
region. From Hester’s vantage point, though, she only saw the glories of the past. The
logbook from which she read was from the ship True Américan, commanded by her
ancestor, Captain Hosea. Another heroic ancestdr, captured by a French privateer,
succeeded in taking over the vessel with the aid of only three other men.’® Hester was
cleaﬂy an ancestor-worshiper, and through her, Paine championed not only colonial

furniture and houses, but also maritime heritage as a piece of true Americanism.

*2 Ralph D. Paine, The Penfold Adventure, (1910; repr., Cambridge, MA: Houghton Mifflin, 1926), 2-3.
> Manchester[NH] Union, “Ralph D. Paine Found Dead in Room in Concord Hotel Late Wednesday
Evening,” April 30, 1925; 1, 3; “Shankhassick Farm,” www.shankhassick.com (accessed October 27,
2008).

54 See Sarah L. Giffen and Kevin D. Murphy, A Noble and Dignified Stream: The Piscataqua Region in the
Colonial Revival, 1860-1930 (York, ME: Old York Historical Society, 1992).

% See W. Jeffrey Bolster, Cross-Grained and Wiley Waters: A Guide to the Piscataqua Maritime Region
(Portsmouth, NH: Peter E. Randall, 2002).
% Paine, Penfold Adventure, 4-5.
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Paine’é characters reflected old-stock attitudes because, for him, preserving the
heroic maritime past offered concrete lessons in American values. He lived and wrote in
the early twentieth century and saw firsthand the ignominious end of many old sailing
vessels—their conversion to coal hﬁlks. One captain’s daughter feared her father’s
gallant ship would suffer such a fate.’” Another preservationist, Hester Penfold, decided,
with the “blood of a lineage of sea-rovers [coursing] vigorously in her veins,” to restore
and sail an old coal barge that had once been part of the family’s fleet of clipper ships.
Paine, interested in old ships, tapped into the enthusiasm for ship preservation, and his |
characters echoed much of the reasoning behind the restoration of the USS Constitution
in 1906. Two charécters,’ old ship’s captains, proclaimed Hester’s rebuilt family ship -
“would be a ﬁéﬁtical 0.bject lesson” for modem’Americanvs to see the sort of vessel that
“cafried the Staré and'Stripés to evéry port in the world.” Through his captains, Paine
looked wistfully backwards to the pre-Civil War decades, when American square-riggers
brought commerce arouﬁd the world. Likewise, Hester, as a Progressive-era clubwoman,
thought the ship would serve as a “sort of cfuising historical pageant” to educate all who
saw it.”® Her talent for organiz‘ing was “going to waste,” managing charities in
Stonehaven, but rebuilding the vessél as an educational tool would be a fruitful extension
of her charity work. Moreover, maritime preservation would rescue her valuable time by
focusing it on something more directly related to essential Americanisrﬁ. Paine’s

characters used pieces of culture, whether museum-like homes or restored ships, to

*7 Ralph D. Paine, 4 Cadet of the Black Star Line (1910, repr., New York: Scribner’s, 1922), 167.

58 Paine, Penfold Adventure, 2,8, 11, 10.
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champion upper-class values and aesthetics. Ultimately, his own cultural output—
popular fiction—did the same. |
One value Paine sfressed throughout his‘ books wds independent individualism-

and gallant behavior in young men. He especially liked te ”cast sailors as bold heroes and
leaders. Richard Cafy, the main character in F our Bells (1 923), was just such a man,
“worth his weight in gold,” because the “Navy had hammered into his soul certain ideas
which he declined to regard as obsolete.. .-.Order,‘ ﬁdelity, obedience [were]‘ essential to
the conduct of a ship.”59 Even though he was not ‘a'sq‘nare-rigg’er sailor, these qualities
made him just the man Hester’s niece Angeld, was 'wai'tin'g!to marry in The Pénfold
Adventure. However, in her own plot, Angela ‘w'as‘ sufe she did not “know Where :to» find
a bold sailor,” and lamented that in the modern woﬂd, “the race is extinct.” Instead, she

- looked Backwards for romance, and chose the “delightful gafne_to live in. the past” with

v n'ef Aunt.*® The sailors for whom she pined were, of cd'uree, not extinct, but ther'evwa's

- little boldness to shoveling coal into a Boiler in 1910. By 1923, Richard Cary’s service in
the US Navy in the 1920s made him an adequate substitute for a square-rigger sailor.
To Paine, the leadership qualities Cary gained by seafaring were more important than tne
actual details of his service, and, .while Paine was willing to update naval technologies, he
remained committed to the idea that seafaring possessed and transferred intrinsic values.

For Paine, merchant marine and naval service were pivotal experiences for both

individuals and the nation. He was a strong proponent of the U.S. Navy, and during the

Great War he visited Atlantic-based allied warships on submarine patrol in order to write

5 Ralph D. Paine, Four Beﬂs (New York: Street and Smith, 1923), 2.

% Paine, Penfold Adventure, 4, 6.
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The Fi ighting Fleets (1918). His interest in the Allied naval forces continued after the
war, when, as a guest of J.P. Morgan, he lectured to American, British, and French naval |
ofﬁcers at the Morgan Library in 1918.%" Comfortable as he.was among the wealthy ana
poWerful, it was hardly earr)rising that his protagonists were all brave, upper class, and, of |
course, carried Anglo-Americarl surﬁames. "Both The Long Road Home (1916) and 4 |
Cadet of the Black Star Line (1910), part of Seribner’s Series for Young People,
illustrated the importance and censequences of doiﬁg right or wrong at sea. The cadet
- decided on duty over self. “What I ought to do, not what I want to do,” he st01cally
declared ‘is the cqurse Captain John _and Margaret told me to steer. And here is where |
belong.” %
Duty, loyalty, and nerve were also values passed on to YOung readers through
naval officer David Magowan, another of Paine"s‘Anglophile characters. At times
appearing a eit much like Reugh Rider Teddy Roosevelt, Magowan exemplified a “sheot
ﬁrst; ask questions later” rnentality of direct action. “‘International law, hell!” exclaimed

29

Magowan. ‘All a naval officer needs in a jam is tact, guts, and horse sense.””. Magowan’s
soul possessed a “strain of sentiment seldom revealed....He was devoted to

Service...ideals, tradition, and exacting requirements. Fidelity was his guiding star, duty

a beacon.” Magowan was also “unvexed by envy or doubt” and “knew where he-

8! Ralph D. Paine, The Fighting Fleets: Five Months of Active Service With the American Destroyers and
Their Allies in the War Zone (Boston: Houghton, Mifflin, 1918); New York Times, “Allied Fleets Busy
Keeping Sea Safe,” May 24, 1918, http://query.nytimes.com/mem/archive-
free/pdf?_r=2&res=9507ESDB163EE433A25757C2A9639C946996D6CF & oref=slogin&oref=slogin
(accessed October 28, 2008). Dignitaries in attendance in addition to J.P. Morgan included British Vice
Admiral Purefoy, French Admiral Grasset, and Amerlcan Rear Admlrals Fiske, Gleaves, Johnson, Usher,
and Burd. :

62 Ralph D. Paine, The Long Road Home (New York: Scrlbner s, 1916), 20-23, 27-29, 43-45, 238-241;
Paine, Cadet of the Black Star Line, 198.
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belonged.”®

,Magowan, and Paine’s other maritime characters, presented readers with
values that contrasted shérply 1920s Prohibition culture, with its flaunting of the |
establishment.** -Order, normalcy, and the status quo were more irr'lpo'rtantb. In a decade
where lines between race, class, and gender blurred, Painé articulated spcciﬁ¢ tfaditipnal

| values: kn-ow‘your place; be strong, devofed,— and faithful; be sentimental, but quiet about
it; be reticent. Magowan’s character urged readers against the self-examination and
reﬂeétioﬁ chqmpioned by fnany 1n the era; Paine’s messagés were pracﬁcally a recitation
6f the Boy Scout oath.. | |

Industrialization, believed some of Paine’s chara;ters, had created a fnaj or
problem of rampaﬁt immigfaﬁ,on, and Paine faghioned protagonists Whé claimed older
values, from a time before American cultural- life had to accept plural socie‘;y. VTrue men, -
and real sai}(‘)r‘s,: “sprung“from” that uﬁdilﬁted p.ioneer stock;’ that ‘rerriained in v“rural New
Englan:d” lioéca:us;e', P‘aiv'ne; aésé'rted,r these 'isoia‘téd:pléces were “remote from thé wasﬁ of
later immigration.”®® Hestér‘Pehfb'ld Iéokéd va’it’her town with pride, but> disapprovéd bf )
the “tamed, spiritless Stonehaveﬁ of the present” where the modern tQWn had “given over
to cbtton mills and other unromantic industries” that employed “a polyglot ‘horde of

aliens who swarm and multiply in the squalid streets.” Stonehaven’s waterfront, “where

once dwelt the lords of commerce,” had been taken over by factories and immigrants and °

6 Ralph D. Paine, Midshipman Wickham, (1923 repr., Cambridge, MA: Houghton Mifflin, 1926) 2.

% See George Chauncey, Gay New York Gender, Urban Culture, and the Makings of the Gay Male World
1890-1940 (New York: Basic Books, 1994); and Joshua Zeitz, Flapper: A Madcap Story of Sex, Style
Celebrity, and the Women Who Made America Modern (New York: Crown, 2006).

% paine, Four Bells, 3.
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wrecked its sense of history.66 Similarly, The Long Road Home expressed deep
animosity against southern and eastern E{uropean immigrants. Messrs. Barringtoh and
Bayne, trying to re-establish sailing packet service in the river port of Eppingham, were
stymied by a group of Hungarians who, from a rented a house on the outskirts of town,
were selling bad rum to young townsmen. “Those are the boys,” Barrington lamented, “I
hoped to make good Yankee sailors of.” Confrénting the Hungérians’, Barrington and
Bayne broke down the door, held them at bay with a pistol, and calléd the townspeople to
witness the spectacle. Unlike the immigrants, Barrington anq Bayne were “men of the
breed...unfamiliar to this generation.” Throwbacks to the era of the “pioneers and
»seafarers who'ha_d conquered the wilderness and the red Indian.”®” At sea, immigrants
ruined a tender moment in 4 Cadet of the Black Star Line when, instead of lingering on
his steamer’s deck as he watched his truerlove sail away, the protagonist had to go below
to quell a riot among Hungarians, Russians, and Poles being deported.®® Paine thus
suggested that direct action was necessary to combat social change, and that the
Protestaht work ethic of those hé considered real Americans would triumph over slothful
and corrupt behavior of newcomers.

Many of Paine’s characters illustrated a central idea of antimodernism; looking
backwards to move forward. As anti-immigration sentiments rose between 1900 and the
1920s, readers could live vicariously through Paine’s deportation of the riotous eastern

Europeans. They could enjoy the romance of an old square-rigger overtaking a steamer

% Paine, Penfold Adventure, 3, 1.
%7 Paine, Long Road Home, 295, 298.

** Paine, Cadet of the Black Star Line, 190-195.
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to the tune of a sea chantey, ail while wistfully recognizing that these older visions of
preindﬁstrial life were fleeting. Bitter as it sometimes was, modernity marched on, but
Paine’s heroic past might ease the transition to the future for himself and his readers.
Paine built modern and antimodern tension in two young characters, Angeia
Penfold, a sailor-loving lass, and Ogden Haight, a good-dancing, well-dressed,
melodramatic country club president. Angéla properly yenerat'ed the i)ast and her Aunt
Hester, While Haight, the modern man, possessed all the deleterious traits that were
softening older héroes of American masculinity. Haight represented modern America’s
problems; he was soft and theatrical where past mariners were tough and reticent.® |
Haight “thought it an affectation to‘v mourn a dead Stonehaven” and that ;‘sailors, arough
and réady breéd of ﬁlén, shdu‘ld be reco gnized, only as ancestors” whose ‘.‘proper place
was among th¢ family tfaditions.’.’ Unlike thé antimodern Angela, Haight failed fo
respect his marine éncestors. Wﬁile trave;ling to view the Penfold family’s oid clipperi |
ship, Haight misfakenly believed fhey were golivng to visit a yacht. Angela claimed that he
was “too modern to uhderstand” Aunt Hester’s desire to see a vessel related directly to
her fémily’s past. Haight retorted that “this is the twentieth century, Aorb so I believed until
I entered yonder door.””
The markers éf Paine’s unease with the future were found throughout his
writings. The Call of the Offshore Wind (1918) told the tale of a traditional Maine
shipyard trying to éompete in the age of steamships. After a series of seafaring

adventures, the protagonist managed to save the shipyard by building vessels for World

% Paine, Penfold Adventure, 5.

" 1bid., 12-14.
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War [ fleets. Clearly referencing the conflict between U.S. Shipping Board chairman |
William Denman and Emergency Fleet Corporation general manager George Goethals,
Paine saw the fesurgence of American shi.pbuilding during the war as the possible
beginning of a path to renew American fleets after a long period of decline.”! More than
just boys’ adventure stories, Paine’s popular novels addr,esséd serious mariné policy
_issues, whether shipping decline or naval power. In 1924, a year before his death, he
pennéd the introduction for the re-publication of Samuel Samuelis”lF rom the Forecastle

1o the Cabfn. While Samuels, howeVer, focused on chaﬁging regulatory policy and
maritime law, Paine was more concerned with.iﬁculcating young Americans with the
Captain Samuels’s values in order to help the United States regain maritime superiority.

Two works in parficular best express Paine’s concern with a changed United
States, and a revitalized American shipping industry. Paine opened The Penfold
Adventure with a deséription of the town of Stonehaven, “a poﬁ of Vanished fleets.” He
thought it a pity that “Americaﬁs of this generation cannot realize that theirs was once é |
maritime race,” a people “indomitéble, alert, and renowned for pioneering voyages” that
" “dared to steer” into unknown seas for commercial success.72_ For Hester Penfold, his

central character, industrialization and swarming hordes of newcomers challénged the
values of the present generation, and she looked backwards for valorous, archetypical
behavior to inspire the current generation of American youth suffering from this myopia.
To do this, she promoted the restoration of an old clipper ship. Paine’s interest in

renewed American shipping found exposure, t0o. Also in The Penfold Adventure, one of

! Roland, Bolster, and Keyssar, Way of the Ship, 267.

7 Paine, Penfold Adventure, 1.
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his old salt captains hoped that the restored ship would make Americans “ashamed that
they let their flag be driven from the sea.” He deciared that the maritime past deserved
remembrance and its future deserved renaissance begause ship’s such as He’ste‘r’,s “pﬁt
this nation on its feet” a century earlie‘r.'73

Free ship advocateslconitinued puShiﬁg to répeal the registry laws, and they
succeeded in 1912 and again in 17914.74 However, American involverﬁent in fhe Great
Wér resulted in expanded American fleets for the war effort, even though the first wave
of Americans headed to Eufope on chértered foreign vessels. iny after President
Wilson appointed Edward Hurley president of the Emergency Fleét CQrpb’ration were any
vessels actually l,aunched, and most vessels weré appropriated or purchased, rather than
’éonstruc,ted. Still, by the early 1920s, the Urﬁted States possesséd the world’s second
largest merphant fleet, even if this numerically impressive feat'failec‘l to ensure the
renaissance i’aine and others were seeking.” |

Paine’s hope for a rebirth of American maritime enterprise became increasingly
more pessimistic by 1923. He opened Four Bells with heady enthusiasm for postwar
fleet expansions. Ocean-minded Americans cheered “a gr’eat hurrah” for the “mighty
fleet” of newly-built cargo vessels intended to “restore the Stars‘ahd Stripes to blue
water.” Paine hailed ‘;Columbia’s return to the ocean, and all that” because he thought it
a “splendid revival of the days of Yankee ships énd sailors of long ago.” From

exhilaration, cynicism made a quick entry when the “bubble broke,” leaving “much of

B Ibid., 11.
74 Hutchins, American Maritime Industries, 433-434.

75 Roland, Bolster, and Keyssar, Way of the Ship, 267,273-274. Over 70% of the construction authorized
by the Shipping Act of 1916 slid down the ways after peace had broken out.
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Columbia’s rrﬁghty fleet rusted at its moorings.” Paine’s greatest concern was the
complacency and ease with which Amerjcans gave up what he considered fo be a vital
part of their chltﬁral and economic inheritance. By 1923,'Paine was more circumspect
about the prospects for maritime renaissance because Americans were not “deeply stirred
by this calamity.” Continuing thé collective march inland, the nation “had lbng since
turned its back to the coast and could not be persuaded to face about.”’®
Paine, ever concerned aboﬁt thé acceptable Values, located some of the problem ih *
a lack of iron discipline afloat, brought about by social reformers. Sailors had gone soft
and the “austeré traditioné of the sea;f’ Paine wrote, “were jégred at by motl‘éy‘creWS,

alien and native-born.” Thése twentieth-century sailors “had eésier work and better

treatlm'ent than sailormen had ever k;}own,” and this newfound laziness created problems
for American s‘hi‘ps.ﬁv Andr_ew Furuseth ’an‘d West Coast sailc;rs; unions had been. ,
working :to impfox}é sailors-"_l‘i\'/ihrg and Wprkihg éonditiqns for decades, culminating With,
fhe Seamén"sv Act of 19‘1 5 78 Whét :to :Furlllseth was a positive advance, to Paine was a

: bn\egative; he believed the lack of discipline had dire consequences; “Mutiny ceased to be
sensational,” he pined, b}arﬁing forei_gn influences.” So, too, did the industfy publication

Marine Journal calling Furuseth, a Norwegian immigrant, a “foreign-born agitator” who

~ created “dissention and dissatisfaction among a class of men that were before his coming

"6 Paine, Four Bells, 1.
7 Ibid., 2.

7 Joseph P. Goldberg, The Maritime Story: A Study in Labor-Management Relations, (Cambridge, MA:
Harvard University Press, 1958), 49-51.

" Paine, Four Bells, 2. Goldberg qudted President of the Maritime Exchange of New York Vernon C.
Brown’s 1896 testimony before the Committee on Merchant Marine and Fisheries. Brown claimed that

sailors were “deliberately invited to open mutiny and rebellion by these sailors’ unions.” Goldberg,
Maritime Story, 21, 306. : '
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content, prosperous, and happy.”8° Along with unionism and laziness, industry leaders
blamed radical politics for corrupting the mettle of sailors. With the Red Scare of 1919,
énd the recently-established Comintern fresh in Paine’s mind, the contemporary menace
of worldwide communist revolution made its appearance in Four Bells. “Noisy Slavs
preached Bolshevism in the forecastle. Every dirty loafer had a grievancé,” Paine
wairned. “Ships limped into port with drunken stokers who refused to ply shovel and
slice-bar unless they happened to feel like it. Wise gentlemen ashore,” Paine reported
.sagaciously, “diagnosed it as the pciison of social unrest.”®' Fearful of both the future and
foreigners, Paine played the role of wise gentleman ashore, summing up what he saw as
the general problems with American shipping in the 1920s. It was not a pretty picture.
Lazy or incompetent sailors, unionization, and Commuriists revolutionaries had polluted
American shipping. A dearth of competent officers during ihe postwar shipping boom,
and the lack of discipline begat further breakden in shipboard order and respect for the
chain of command.** There was little about which to be hopeful, but with his usual
indomitable Americanism, Paine found one way to combat the many of problems facing
American shipping.

His solution was to repopulate the fo’c’s’les and quarterdecks of American .
vessels with those he considered real Americans, possessing the appropriate values.
Naturally, Painé’s main character in Four Bells was just such a man because he espousg:d

a “strong work ethic,” but was without “complicated emotions to muddle things,” and

8 Marine Journal, Octaber 16, 1909 and October iS, 1913, as quoted in Goldberg, Maritime Story, 51,
307.

81 Paine, Four Bells, 2.

8 Ibid., 1

164

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



overall, had a “natural aptitude for the sea.” Set against the foreigners and communists in
the forecastle, Richard Cary was of the “English strain, fair-haired and blue of eye, that
throws back to the Saxon blood.” Paine believed Cary’s Anglo-Saxonism reflected thé
traits of essential Americanism that would trump imported values, a declining labor pool,
and a nation diluted by immigrants.
Paine’s sympathetic characters were traditionalists. Hester Penfold lovingly

remembered the heroism and masculinity of her familY’s maritime past, and her

' g’randdaughter? Angela, reflected antimodern views in cohtrast to Haight, who looked
clear-eyed toward the twentieth century. Old éaptains proclaiméd patriotismland 1ove of
country in the form of maritime object le‘ss“ons. Stonehaven itself, with its “unromantic”
cotton mills, immigrant “horde,” and “s‘qualid”-str‘ee_ts, .exe.:mpliﬁed the decline of
American commeréiaﬂ h_lafitime power.gé1 Chmpared to modern, effete men such as -
Ogdeanai ght, Paine’s true Americans responded with action. Messrs. Barrington and
Bayne revived their hometown as a riyer port, and David Magowan and Richard Cary did
their duty as men without thinking too hard on it. These heroic sailors represented an
older, less cbmpiicated United States. Certain that seafaring was America’s birthright,
Paine hoped for renaissance, although social conditions made him increasingly
pessimistic throughout the 1920s. If, however, Americans had lost interest in actual
maritirhe affairs, Paine made them interésted in imaginary versions, with their nautical

heroics.

8 1bid., 2, 3.

8 Paine, Penfold Adventure, 1.
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Non-Fiction
William Sumner Appleton, Jr., founded the Society for the Preservation of New
England Antiquities (SPNEA) in 1910, just five years éftér he had helped save Paul
' Reveré"s house from desfruction., Like Samuel Samuels and Raﬂph Paine, he saw the past
as an antidote to the threatened future. Appleton’s motivation flowed from chéng’es
occurring around Boston at the turn of thé twentieth cén‘;ury., Older cultural values were
being lost as immigrants moved in, and Appleton, historian J érﬁes Lindgfen has written,
“hdpéd to Americanize the newéomers by revitalizing Revere’; mémory. ...With almost
all new materials, it [the house] waé born-ane\‘v to. fostér patrviovtisfn, Anglo-SéxOniSmi and
acceptable Yankée valuev:s.”85 A Boston Brahmin from a prominent family whose lineage
went back to the 1630s, Appleton’s career as a preservationist‘wasl an extension of his
’ bowﬁ family’sv history, much like the ﬁ‘ctional Hester Penfold’st'interest was a direct
reflection of her family’s maritime past.® |
George Francié Dow Was a like-minded and like-descended incvlividlvlal.v An old-
stock Yankee wﬁo could trace his lineage to the early seventeenth century, he became
~ secretary of the nation’s oldest local historical society, the Essex Ihstitﬁte of Salem,
Massachusetts, in 1898. Dow pioneered material cﬁlture preservation and promoted the
acceptance of everyday life as a worthwhile aveﬁue of preservation. Nineteenth-century

“preservationists,” according to Lindgren, “most valued historic sites for the heroic deeds

% James Lindgren, Preserving Historic New England: Preservation, Progressivism, and the Remaking of
Memory (New York: Oxford University Press, 1995), 3-4.

% Ibid., 15.
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and inspirational values associated With them.”®’ In contrast, by utilizing outdoor
museums and périod rooms, Dow sought_ to humanize past actors and attefhpted a level of
authenticity previously unknown in museums. In 1907, thé Essex Instifute installed .
period iooms representing typical seventeenth-century éo_loniél housueholds.88

Scientific réstorations,_ professional displays, and an eventual emphasis on

b1

aesthetic design demonstrated the preservationists® “quest for authenticity in the machine

age,”vbut one that reflected the “material and scientific précepts defining Western
civilization.” The preservationists hoped that the “‘éight of those forms would prompt
v Americané—newcomer and native alike—to accept their .aesthe'ti.vcs, work harder, live
’mvore humbly, and appreciate Yankee traditio_ns.”89 In 1919, Dow himself joined
SPNEA, first as editor and then as curator, serving until his death in 1936. He bvrought to
 the institution a focus on everyday life that dovetailed with SYPNEA’s already-established
reputation for great house and great man theories of preservation.” What Dow and
SPNEA preséﬁt@d as authenticity and appropriate aesthetic design reaffirmed their own
cultural values while frying to impart them to the newly arrived immigrants.
| Dow was 6ne of the first social historians, though ceftainly not of the “proletarian

meanirig” later ascribed to the term. Like other historians of his era, he concentrated on

one specific class of colonial Americans, those of “middling station,” when he

8 Ibid., 154.

% George Francis Dow, “Museums and the Preservation of Early Houses,” The Metfopolitan Museum of
Art Bulletin 17, no. 11, part [l (November 1922): 17. '

% Lindgren, Preserving Historic New England, 155.
% Ibid., 159. See also Dianne H. Pilgrim, “Inherited from the Past: The American Period Room,”
American Art Journal 10, no.1 (May 1978): 5-23.
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championed ordinary péople’s daily life.”! Through his Essex Institute period-rooms and

- work with SPNEA, Dow broadened the parameters of historic preservation. Even though
Anglo-American colonial culturé reigned supreme in his designs, Dow brought'
anonymoﬁs actors into the historical éicture a]ongside fhe luminaries (and their houses)'
heralded by SPNEA. Not fecognized by historians, though, are his maritime connections, |
made most conspicﬁéus by the foundirig_ of the Marine Research Society (MRS) in 1922
and its inaugural publication, coauthored by Dow and} John Robinson, The Sailing Ships
of New England.”* The Marine Rescar;:h Society was Dow’s bfainchild and the maritime
arm of his Iifelong project of historic preservationt. His ﬁngerprihts—attention to |
material culture and social history—cbver its mis,sion‘ statement. According to the

- MRS’s advertising pamphlets,_‘ the brganization was e_stéblished to “éollect and publish
worthWhile material relating to thé' ship, its consfruction, rig and 'naVigation; to ihe ways

; of the sailor and his adventures ’inA-uncjhart.e'd seas; to fhe days bf pirates and the merchant

adventurers; and to any other matters of general interest that pertains to the commercial ’

993

rﬁarine.
Dow tapped into 1920s enthusiasm for seafaring under sail with The Sailing Ships

of New England, Series One (19.22), a richly illustrated large format book that conta‘ined.

pictﬁrés of sailing vessels and brief introduétory text. An MRS adveﬁisement, likély

- written by Dow himself, asserted that it was a “volume which was received with instant

t

*! Ellen Fitzpatrick, History's Memory: Writing America’s Past, 1880-1980 (Cambridge, MA: Harvard
University Press, 2002), 27, 32-33.

%2 Robinson was curator of the marine room at the Peabody Museum of Salem, Massachusetts.

9 Pampbhlet, The Publications of the Marine Research Society, Salem, Massachusetts, (revised to
November, 1932) (Salem, MA: Marine Research Society, 1932). In possession of the author.
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approval so that it went out of print in sixteen days after publication.”®* Series Two
(1924) contained more pictures and a biographical account of East Boston shipbuilder
Donald McKay, the first extensive account of his life to appear in print. Dow wrote that
the “keen interest in pictlires of sailing ships” in the 1920s resulted in vprinting Series Two
with better engraving and higher-quality prints of the ships. Building psychological
tension, Dow advertised that the second series would be limited to 1500 copies, and
“following the policy of the Society the book will not be reprinted.”> Of course, that only
set up demand for a third edition. By 1928, he wrote,

the interest in the sailing ship has not diminished; on the contrary there never was

a time when the demand for paintings of old-time sailing vessels-was so great as

at present, with constantly-increasing market values as a natural result. The

publication of a third series of pictures of New England ships therefore seems

timely and from the photographs that have been collected by the Society, two

hundred and fifteen of the finest subjects have been reproduced in the present

volume—a total of 769 pictures of ships thus far included in the three parts of this

series and by far the largest collection of ship pictures ever published.”
Dow and the MRS capitalized on demand for things maritime created by the mature
Maritime Revival while the booming economy of the 1920s helped the middle class
extend their tastes upward.

When considering the printed word, Dow recognized that historic preservation

should not be limited to original publications. Thus, the MRS “also proposes to reprint

certain publications that have now become rare and are inaccessible to the average

* Pamphlet, advertisement for The Sailing Ships of New England, Second Series, by George Francis Dow
(Salem, MA: Marine Research Society, n.d [1924]). In possession of the author.

% Tbid.

% pamphlet, advertisement for The Sailing Ships of New England, Series Three, by George Francis Dow
(Salem, MA: Marine Research Society, 1928). In possession of the author.
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collector in this field.”’ Preservation withirr literary circles meant ehsuring access to

| vinformat‘ion contained in old narratives. Like an American version of the Hakluyt
}Society, the MRS reprinted maritime narratives in works such as The Sea, the" Ship, and
the Sailor: Tales of Adventur‘e‘ from Log Books and Original Narratives (1925), which
contalned three reprmted narratives and two appearrng for the first trme 8 Among other
noteworthy reprints, the MRS republished Charles Ellms’s The Pirates Own Book, or the

| Authentic Narratives of the Lives Exploits and Executions of the Most Celebrated Sea
'Robbers (1924)? originally published in 1837, Edmund Fanning’s Voyages and /
Discoveries in the South Seas, 1792-1832 (1924), originally published in 1833 under a-
consider_ahly more ponderous title, and ‘William Endicott’s Wrecked Anrong Cannibals in

the F ijis (1923), a previousl};-unpublished manuscript about an 1829 Voyage. The value
of both Endvicott’is work end the' MRS republicati_on‘was evidenced hy E‘d.ward. Winslow
Giffords’s 1924 review in Americcm Anthropologist. Gifford acknowledged the work’s
general interest, as well as its value to anthropologists, of Endicott’s record of early
nineteenth-century Fijian cultore, inoludirig a earrhibal feast. “Itis hoped,” mused
Gifford, “that’ similar joorhélrs'o'f rhe. oast century, still lying in manuscript, wrll ultimately

be publ‘ished.v”99 A portion" of the .MRS mission statement proclaimed, “the Society

°7 pamphlet, Publications of the Marine Research Society.

% Charles H. Barnard, et al., The Sea, the Ship, and the Sailor: Tales of Adventure from Log Books and
Original Narratives (Salem, Marine Research Society, 1925). See note 26. See also, George Brunner
Parks, Richard Hakluyt and the English Voyages (New York, American Geographical Somety, 1928); and
D.B. Quinn, The Hakluyt Handbook (London: Hakluyt Soc1ety, 1974).

% E:W. Gifford, “Review of Wrecked Among the Canmbals in the Fijis: A Narrative of Shipwreck and
Adventure in the South Seas, by William Endicott,” in American Anthropologist, new series, 26, no. 1 (Jan
1924): 104-105. ‘According to the British Library’s Integrated Catalogue, http://catalogue.bl.uk, Fanning’s
1833 title was considerably more ponderous: Voyages Round the World: With Selected Sketches of Voyages
to the South Seas, North and South Pacific Oceans, China, etc., Performed Under the Command and p
Agency of the Author: Also, Information Relating to Important Late Discoveries; Between the Years 1792
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intends tb restrict its work to the publication of matters of scientific or historical
value.”!% Like his interest in authenticity, scientific methodology, and aesthetics ashore,
Dow concentrated similarly on these ideas in the maritime world, and limited print runs
of the publications helped create an aura of exclusivity.

Whether at sea or ashore, demonstrations of superior old-stock American values
required high quality products. The MRS solicited the “co-operation of serii)us siudents
of maritime subjects,” in return promising promotion “30 t}iat the results of their
investigations may become known through its PUBLICATIONS.” Seeking out the latest
scholarship would ensure accurate representation of the past, provided those Visioné
conformed to the parameters of the MRS mission. For work deemed important and
appropriatei, and inside the “scdpe of its activities,” tlie MRS was willing to undertake
considerable efforts to pub'iish, incl_uciing “the editing, indexing, laying out and printing.
of books.”'’! As long as these neW works focused on ships, sailors, pirates, aiid merchant

“adventurers, they were worth MRS time and ink.'*

Ignoring myriad contours of reice, class, labor, and gender in the historic maritime
world, the MRS publications told histories ‘shaped by the biases of their audience.
Ad\iertisements for Dow’s Slave Ships and Slaving‘(1927) revealed this narrow view.
Initially, the text seemed inclusive enough, stating that, apart from piracy, there existed

“no blacker page in the story of the sea than ...the voyages of the slave ships.”

and 1832, Together with the Report of the Commander of the First American Exploring Expedition,
Patronised by the United States Government in the Brigs Seraph and Annawan, to the Southern
Hemisphere.

1% pamphlet, Publications of the Marine Research Society.

" Ibid.

102 §ee Martin Green, The Great American Adventure (Boston: Beacon Press, 1984).
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“Uncounted millions of Negroes were...sold as slaves,” the text continues, and the
“cruelty and horror of ‘the middle passage’ can never be told in all its gruesome details.”
“The slaves, however, were completely passive players, and the advertisiﬁg quickly turned

'to the real story told in the book. “The slaVing trade was also the grave of many of the
seamen who engaged in it, for the African coast reeked With fevers and othér fearful
diseases.” The real actors were the sailors and their perils at sea and ashore: “Those who
escaped the infection and opthamalia of ‘the middle passage’, [sic] on reaching the West
Indies, frequently opened their own graves by unrestrained drinking of new rum.” Other

. perils of slaving occurred at sea, although not for the Africans: “Many masters of slave
ships were overbearing by nature; the trade exacted its toll” and made these men brutes of
discipline. Moreover, the “cruelty inflicted upon the slaves was easily transferred to
equally helplesé séatﬁen‘.” The sufferings of the sailors at the hands of cruel captains,
themselves created'by fhe tféde in human beings, took the center of the narrative, with
almost every sentence addressing the damage done to whites by the slave tfade, from the
risks of disease to the degradation of sailors and officers. Slave Ships and Slaving also
addressed’the ships themselves, especially those engaged in blockade running and the
“Numerous spirited engagements between slavers and b‘lockading vessels.”'® Here, too,
Dow and the MRS focused on the white slavers, rather than the African slaves. Slaving
was a black mark on maritime history, but largely because of its effects on whites, and

~ dreadful treatment and conditions were only important when they pertained to the white
crew and officers. The damage done tolthe kidnapped Africans was mentioned in

passing, but was hardly the principal focus of the advertising. Like the Colonial Revival

'% Pamphlet, advertisement for Slave Ships and Slaving, by George Francis Dow (Salem, MA: Marine (
Research Society, n.d. [1927]). In possession of the author.
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ashore, the Maritime Revival very carefully selected the pieces of the past worth
: pfeserving, and almost all of them concentrated on aspects of white, Anglo-American
culture.
The MRS knew its audience and market Cohsisted mavlinly‘ of wealthy Americans.
- There was little interest in fna‘ss-ma&et publication; exclusivity was part of MRS’S‘
marketing strategy frorﬁ its very beginniﬁg. “The PUBLICATIONS are issued invsrr‘l‘albll
ed_itions and itisa ﬁxed policy of the Society never to reissue any of its publications,” the
MRS advertised. Some of the earlier publications Were already out of print and
“command high prices” if purchased used. 1% The Log of the Marine Research Society -
»preisent»ed the society’s news in é format thét mimicked a ship’s 10g. If one wades
bthroﬁgh thé prose, one finds Saleé figures and descriptiéﬁs of thé' suécess of MRS
pubhcatlons Edltlons were generally limited to between 950 and 1500 c.op1es carrymg
the implicit threat of these works selling out 195 Book dealers sold some books but the
MRS sold most books by subscription; some sold out before being publishged and
released. “Sales to booksellers of new Publicationé%Sths and Shipping and Whale
Ships and Whaling,” reported the “Captain” of the society in 1925, “had been gbod;
After taking account of stock orders received from ‘Associates’ and others, found that the

entire edition of Ships and Shipping had been sold so that the book was out of print

_ 1% pamphlet, Publications of the Marine Research Society.

19 pamphlets, advertising for Edmund Fanning, Voyages and Discoveries in the South Seas, 1792-1832
(Salem, MA: Marine Research Society, n.d. [1924] (1250 copies); Wesley George Pierce, Goin’ Fishin':
The Story of the Deep-Sea Fishermen of New England (Salem, MA: Marine Research Society, n.d. [1934])
(950 copies); Howard Irving Chapelle, The Baltimore Clipper (Salem, MA: Marine Research Society, n.d.
[1930]) (1250 copies); and Edouard Gaubert, Ships and Shipping: A Collection of Pictures Including Many
American Vessels, Painted by Antoine Roux and His Sons (Salem, MA: Marine Research Society, n.d.
[1925]) (975 copies); John Robinson and George Francis Dow, The Sailing Ships of New England, Second
Series (Salem, MA: Marine Research Society, n.d. [1924]) (1500 copies). All in possession of the author.
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twenty-two days before it was in print.”'*® Such advertising encouraged upgrading to a
higher level of subscription—associate membership-—with its associated privileges, one
of which was never being shut out of a new offering. When the Log reported that some
books had been over-subseribed, it nonetheless assrlredv readers that * ‘Associates’ who
had filed permanerrt orders for all Publicatibns of trre' Society, of course, had been taken
care of 1%

| Coupied with the possibili;[y of MRS publications selling out, the Log alse utilized
some lighthearted scare tactics to encourage sales. The V\reather for October 23, 1925,
“Commences with steady trades, steering West,” claimed the Logv ’s remarks. “At9 A.M.
picked up a bookseller Who hadn’t stocked the publications of the Marine Research
Society. Had drifted 150 miles eastward Vfrom land. When rescued he was in a very
exhausted condition having been rn a boat for fifteen days with ‘only one book relaﬁrl'g to
the sea. »108 Other entries remarked on the prices commanded by MRS pubhcatrons on
the used book market. “One of the underwrrters reported the Log, “sold his Large Paper :
copy of the First Series of The Sazlmg Ships of New England for $50 "a prmcely sum for

a book costing $12.50 when first prmted only two years earlier. 109

1% Marine Research Society, The Log of the Marine Research Society, no. 4 (Salem, MA: Marine Research
Society, 1925), 25, Boston Athenaeum.

1 Ibid. See also, Michele Moy]an and Lane Styles, Reading Books: Essays on the Material Text and

Literature in America (Amherst, MA: University of Massachusetts Press, 1994).

1% I og of the Marine Research Society, no. 4, 36.

19 Marine Research Society, The Log of the Marine Research Society, no. 3 (Salem, MA: Marine Research
. Society, 1924), 24, Boston Athenaeum; Marine Research Society, pamphlet, advertisement for John

Robinson and George Francis Dow, The Sailing Ships of New England, 1607-1907, First Series (Salem,
MA: Marine Research Society, 1922), G.W. Blunt White Library, Mystic Seaport Museum, Mystic CT.
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The Log was a useful vehicle for the society’s advertisements to its membership.
Copying a ship’s log format offered the lafitude to pepper sales figures and resale pfices
with general nauticél vinformation, fictitious aécounts of booksellers lost at sea, and direc't ﬁ'
-»pleas to its target audience and their values—wealthy, upper-class, manly iaeals. “You
have the opportunity, therefore, to determine the value of our Publicati'dns and to pass
ﬁpdn the style and quality of the printing,” the MRS advertised, assuring members the
‘right to refuse delivery if a publicatiqn,‘did not meet their discriminéting standards. | The
MRS also asked its members to “help by sending the names of any of your friends who
-may be interested in the kinds of books fhe‘ Society is .publishingso that anbuncements
| [sic] may be sént'to th’em?””p ‘Soliciting among its fnembefship ensured that current
. Associates aﬁd Subécribers Would spread the message along to like-minded individuals of
'- similar means. Word of mouth remained the best advertising techniqut;. This was
particularly important b’ecausé? “the Society,” its mission statement claimed, “desires to
. maintain an incréasingl;/ high standard in its PUBLICATIONS both as to worthwhile
mate-rial and typographiQal excellence.” It was “most desirable to increase the number of
Associates a_nd Subécribers” SO tile MRS could continue to “produce fine books at -
reasonable prices.”!!! |
The MRS also publishéd “special” publications, even more lifnited in number and
commanding prices doﬁble thosé of regular editions. A large paper Quaﬁo edition of A): '

Ships and Shipping (1925), limited to 97 copies, only 87 of which were for sale, cost

"0 Marine Research Socxety, The Log of the Marine Research Society, no. 2 (Salem, MA: Marine Research
Society, 1923), loose insert in Log. In possession of the author.
""" Pamphlet, Publications of the Marine Research Society.
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$15.00, twice as much as the standard addition.''? Similarly, Wesley George Pierce’s
Goin’ Fishin’ (1934) cost $5.00 in standard issue, but the limited edition of 97, again
with only 87 for sale, cost $10.00. It was vprinted on high-quality rag paper, bound in
English linen with F reﬁch marbled boards and end paper, had gilt edge_s, and was placed
in a slipcase.'?

Exclusivity, limited numbers, high quality publicétions,ﬂ unique opportunities,
self-judging value, and soliciting lists of like-minded friends were all methods the MRS
used to increase its appeal among a certain class of Americans in the 1920s. The
assurance that théir message reached its target audience was evidenced by avid maritime
art collector Frankliﬁ D. Roosevelt, >then‘ between political endeavors, writing to the Log
in 1923 to inqﬁire about John Paul Jones’s landing on Martha’s Vineyard.'"

Considering the exclusivity of the advertising, public response was enthusiastic, if
not overwhélming. The American Antiquarian Society praised the MRS’s efforts and
high quality. “I wéﬁld just say hoW pleased we are,” wrote assistant librarian Mary R.

~ Reynolds to Dow, “with your splendid type specimen announcing the Marine Research

Society Publications.”'"> A continent away, Captéin P.A. MacDonéld, generally a critical

reader of seafaring boéks, had kind words for MRS publications. Writing to his young

112 pamphlet, advertisement for Edouard Gaubert, Ships and Shipping: A Collection of Pictures Including
Many American Vessels, Painted by Antoine Roux and His Sons (Salem, MA: Marine Research Society,
n.d. [1925]).

'3 pamphlet, advertisement for Pierce, Goin’ Fishin’.

14" Mrs. Henry Collins Brown, “Governor Roosevelt’s Ship Pictures,” The Mentor 17, no.7, serial no. 318
(August 1929): 3-5; Log of the Marine Research Society, no. 3, 24. In the interview with Brown, Roosevelt
indicated that he had been collecting maritime art, at the suggestion of his parents, since adolescence.

Their suggestion was an alternative to his fulfilling his interest in the sea by joining the US Navy.

!> Mary Reynolds to George Francis Dow, 10 March 1926, Dow papers, box 7, folder 1926.
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sailing enthusiast friend J. Ferrell Colton in Arizona, MacDonald offered advice on the
best of the maritime books hitting the shelves in the 1920s and 19305. “There are many
fine books,” he wrote to Colton in 1936, “put out by the ‘Marine Research Society” of
Salem, Mass.”''® While seemingly understated in his enthusiasm, compared to his

| denigration of many authors’ and publishers’ offeringys,‘calling the MRS’s books “fine’
was high praise from the old man.

Sales ﬁgures of short-edition books convéyed less substance than the character of
those book sales. On a business trip to New York City, MRS salesman “T.P.” wrote back
to Dow in Massachusetts. “MRS going all right but no llandslide, he reported.'!’

Business appeared slow in the shmmer of 1926, and not just for MRS publications, as

T.P. reported to the home office that “dealers little cautious in purchases and business hés

been slow (very) all summer + [aﬁd} more so than usual. We will do OK however.”''®
MRS books did indeed perform well overall in the summer.of 1926. By far théir most
stellar seller was Octavius Héwe and Ffederick Matthews’s American Clipper Ships. In
spite of sluggish sales on other topics, books that heralded the apex of square-rigged sail
maintained market shares and public interest. On T.P.’s 1926 New York sales trip,
American Clipper Ships outsold other MRS publications by more than two to one. So

far, he had sold 1037 copies of American Clipper Ships, with the closest competition

being Charles G. Davis’s Ship Model Builder’s Assistant at 432 copies. Fears of an

''®p.A. MacDonald to J. Ferrell Colton, 13 September 1936, J. Ferrell Colton Collection, SFMM HDC
1076, box 1, folder 2, J. Porter Shaw Library, San Francisco Maritime National Historic Park, (hereafter
cited as Colton collection, box and folder numbers).

TP to George Francis Dow, letter #1, n.d. [1926] Dow papers, box 7, folder 1926. Underscore in
original.

TP to George Francis Dow, letter #2, n.d. [1926], Dow papers, box 7, folder 1926. Parentheses and
underscore in original. Double underscore under “very.”
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important edition go_ing out of print motivated buyers even during languid sales in the -
summer of 1926. Davis’s Ship Model Builder’s Assistant was “well liked,” reported T.P.,
“but trade know they can reorder [,] but know Clippers is small ed.”'" The society’s
marketing Strategy of deliberate exclusivity paid off. Latér thét summer, T.P. reassured
Dow that the Davis book was “doing fine”, undérlining “fine” four times for effect. He
also thought he could declare Ameriéan Clipper Ships out of priﬁt if Dow thoﬁght it was a
sound business decision.’”® Dow’s reply was unknown, but T.P.’s successful sales trip |
and the edition of Ameﬁcan Clipper Ships were well known. “The little salésman,” T.P. |
wrote rDow, “is still on the job. ‘Clippers’ sailed over the Hne and will be‘ 0.p. before

: isS_ue no question[.] Sold enoqgh téday tolputv Qver.an,d have one O'rd;er [ am calliﬁg 100 -
copies but [ can make it 250 ifI caﬁ suppiy that many[.]”'*' The intevrest in maritime
'topics aﬁd sales of ’America'rrt Clipper Ships showed hoWdeeply the era of square-rigged

- sail was developing as the central componeﬁt of Mari‘time Revival memory. |

Dow and MRS had tapped into a particularly poWerful vein of American culture.

Even as they were sellihg out their editions, T.P. Wroté to ]/Dow that a “Jew holiday today
made it rather hard” to maké many sales, poinﬁng out one of the ironies of the upber-
class Colonial and Maritime Revivaltlists.122 They derisivély pigeonholed their non-white,
Anglo-Saxon Protestant fellow Americans, yet needed to employ them in various ways.

‘Dow had to sell his New-England based books in New York City as much as

" Ibid.

20T P to George Francis Dow, letter #3, ‘n.d. [1926], Dow papers, box 7, folder 1926.

2L T P, to George Francis Dow, letter #4, n.d. [1926], Dow papérs, box 7, folder 1926. Underscofe in
original.

122 T P. to George Francis Dow, letter #5, n.d. [1926], Dow papers, box 7, folder 1926.
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Massachusetts’s industrialists needed immigrant factory workers. While trying to
preserve old-stock American cultural values via constructed colonial and maritime pasts,
they were, nevertheless, forced to accémquate these “Others’ in their midst. This
accommodation reflected the very essence of antimodernism: the retreat into the past
actually helped smoroth the transition to the future. For all of their class-based

_ exclusivity, wa, thé Marine Résearch Society, and Maritime Revivalists were setting
standérds of tastevthat triékled down to the working and middle classes trying to emulété ., -
social elites.'” | .

Howe and Matthews’s volume on clipper shipé epitomized é' fixation on’big
~'square-riggers. . These ships gained eVen greater status dﬁring the M.ariti‘me’R.evival. For
sofne authors, emphasis‘on the single decade of the 18505, the heyday ofclipper ships, '
‘came to define the 'ehtire maritime ’experieﬁce. Likewise, anﬁquarian histories of clipper

ships typified the Maritime Revival ipractice of chroniclihg. Books on the topic were

: widefrangihg, from Captéin Arthur H Clark’s The Clipper Ship Era (1910) thiough Carl
Cutler’s magisteriél Greyhounds of the Sea: The Story of thé Ahqeriédn Clipper Ship
(1930), and beybnd. While the» first of its kind, Clark’s book .was mainly a reminiscence;
he wrote to memorialize, rather than romanticize or proselytize. No ant‘imvodern'i’st, Clark
recognized steam power’s benefits and realized that his was a record of “an era in

* maritime history long ago. departed.” He recognized that the “remarkable development”
of steam power benefited the “welfare of mankind,” but he still nostalgically declared

that the clipper ship pei‘iOd, and the memory of its ships, builders, and captains, “will

12 See Janice A. Radway, A F eeling for Books: The Book-of—the-Month Club, Literary Taste, and Middle-
Class Desire (Chapel Hill: University of North Carolina Press, 1997).
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always find a welcome in the hearts of those who know and love the sea.”'?* Clark
chronicled the social, economic, and political conditions leading to the need for fast
ships, ax;d his work was full of technical details and builders’ speciﬁcations. His persohal _
' experience put him in a unique position, as Carl Cutler would say a generation later, to
“recall, rather than to infc,‘rm.”125 a
Conversely, Alexander Laing wrote Clz)ﬁper Ship Men (1944) well after the
Maritime Revival héd redefined how Americans ought to contémpléte their relationship
with the ocean. Like Clark, Laing t‘old}a grand narrative, but depfession; two world wafs,
Aand the revival of things maritime had recast the.cultural lahdscape of maritime America
| since_C’lark’s 1910 effort. A ceﬁtury carlier, Laing wrote, Ameriéans ‘fbegén peécefully
to invade the whole world with an idea and example.” The ideal of “persqhal liberty”
emanated from pﬁr shores until it “rﬁingle‘d with the waters of évery harbof én earth.,”
Admitting that “men were not perfect then: they are not ever,” he conceded “much of
' America’s bad went Véyaging with the good.” Néveftheless, the clippef-ship era
represented the “first time on hurﬁan record that a powerful p‘éople had driven to the ends
of the seas in great numbers and in peace.”'*® In 1944, peaceful invasions were distant
' merﬁories as Allied armies mar_chéd toward Berlin, and Laing’s language résonated in a‘ '

War—weary America. After the Maritime Revival, Laing could take the idea of a past \

124 Arthur H. Clark, The Clipper Ship Era: An Epitome of Famous American and British Clipper Ships, -
Their Owners, Builders, Commanders, and Crews, 1843-1869 (New York: G.P. Putnam’s Sons, 1910),
348. '

1% Carl C. Cutler, Greyhounds of the Sea: The Story of the American Clipper Ship (New York, Halcyon
House, 1930), x. )
126 Alexander Laing, Clipper Ship Men (New York: Duell, Sloan, and Pearse, 1944), 3.
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golden age on the sea as the basis of a discussion of present concerns. In the war of ideas
with fascism, the maritime past becamé another weapon in the arsenal of democracy.
Between these two temporal and thematic. exfremes fell the majority of books on
clipper ships published in the 1920s and 1930s. Most offered straightforward
information about clipper ships, their disappearance from maritime life, and their
importance to American culture. Taking for granted the clipper ship era as a méritime
high-water mark, these books documented technical specifications and spéed records of
vessels that had passed from> the common parlance of ordinary Americans. American
Clipper Ships, 1833-1858 (1926), by Octavius T. Howe, M.D. aﬁd Frederick C.
Matthews, was encyclopedic iﬁ scope, recording the age of American commercial sail
wﬁen vessels Went to California for gold and to China for tea. Conspicuously absent
frdm these non-fiction works were the other vessels on Afrierican waters. Few books
devofed themselves to coasting schooners, river craft, canal boafs, or Great Lakes traders.
Books that deviated from the clipper ship model—for example, those devoted to
commercial fishing or whaling——focused on their respective industries as a whole, rather
than vessel design or individual heroic feats or records. Clark, Howe and Matthews,
Cutler, and Laing réséarched and recorded, in often excruciating detail, straightforWard
information. Their concentration on the heyday of clipper ships, like so much other
‘Maritime Revival activity, obscured and marginalized the diversity of the commercial

maritime world.
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New York City attorney Carl Cutler sailed on square-riggers as a young man, and
his father “had been mate on deep water.”'?” From generations of family seafarers, he
was acutely aware of sail power’s place in United States history. Greyhounds of the Sea:
The Story of the American Clipper Ship was a comprehensive and commanding effort,
and Cutler’s scholarship, if narrowly focused, has withstood rigorous scrutiny. His
attention to accuracy, diligent research, and writing process were reflected in his 1930
description of his work ethic.

The actual work on this book has fairly aggregated seven years, normal working
time. In addition to carrying on other work, I have spent each day on this work
the amount of time a person usually spends on, let us say, a salaried position.
During the last three years [ have devoted all my time to the work, evenings as
well as days....Every fact...has been dug out independently. I have not relied on -

a single statement of another writer, but have gone to official records, and where

they failed, to the best contemgporary sources of information, such as the marine

columns of the daily press.”'

" Cutler’s scholarly fortitude was shapeci by “some of the more biataﬁt noises which have
passed for authentic history in fecént years.” He Was deeply concerned with the “verdict
of twenty years from now, when the clipper period will be appraised far more truly than it
was by the men of 1860”; “I have no desire to figure in the ranks of writers who were
‘fooled’ by the careless work of those who acceptéd everything uncritically.”"'® Cutler
believed that only absolute accuracy would adequately convey the true meaning and

significance of the clipper ships. It was ironic indeed that clipper ships, in part because

127 Carl Cutler to Charles Patterson, 24 June 1930, Carl Cutler Papers, Collection 100, box 1, folder 13,
G.W. Blunt White Library, Mystic Seaport Museum, Mystic, CT (hereafter cited as Cutler papers, box and
folder numbers). Cutler also had a home in West Mystic, Connecticut, a center of nineteenth-century
wooden shipbuilding in the Northeast.

128 Carl Cutler to Ednah Farrier, 25 August 1930, Cutler papers, box 1, folder 16.

'2Carl C. Cutler to F.A. MacGillivray, 28 June 1930, Cutler papers, box 1, folder 13.
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of Cutler’s and others Maritime Revival authors, ilvould be ultimately appraised as far
more important in historical memory than they ever were iii fact.

Cutler’s diligence and pasSidn resulted frém his strong belief that the clipper ship
story was a central narrative of Américan history, one being lost, or worse, ignored, by
Americans in the 1920s. His bi)ok was “not ‘another clipper ship book,” ” he insisted.
Inst_ead, it was “essentially Américéﬁ history, and Americanvhistory whiéh has never been
written before.” Although his specific topic was sailing Vesselé, “itis tied‘ up at every
step with the history of the country.,:It adds a new (that is, a iiitherto overlobked) fa’ct‘ori
to explain the nation’s develolpmenzt,” he wrote to Ednah Farrier at GP Putnam’s
Sons.'*° Cuﬂer insisted that his. volume was more fhan a riiche market book; the topic
was ,“o’nelof the most important and certainly far the most color‘fullachievem‘ents of ihe '
nation.”’! This Waé, a heady assessment, inviting.favorable»' comparison with the
American Revolution, the Constitution of 1789, the Civil War, and America’s role in the
Greaf War. But for Cutler, there was littie chance those quintessential evenis n
Ainérican history would be ldst to posterityk, because they already defined, for the
majority of citizens, a fundamental Ainerican narrative. Cutler believed it his task to
‘elevate the glory days of the clipper ships t(i their déserved status alongside the other
principal events of the American experience.

| Cutler was not alone in thinking this way. From the elite subscribers of the
Marine Research Society to mass audiences consuming populaf literature, many

Americans were reading with enthusiasm about ships and seafaring. Scarsdale, New

130 Carl Cutler to Ednah Farrier, 25 August 1930, Cutler papers, box 1, folder 16. Parentheses and '
underscore in original. ' v

! Ibid. This is the exact quote, there is not a word missing in the original.
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York, attorney and day-school administrator Albert Reese encouraged his old friend
Cutler, whom he referred to as “Brudder” in correspondence, to seek out a publisher that
could effectively advertise Cutler’s work. He suggested Simon and Schuster, who had

“put Trader Horn over — and therefore can do anything.”*? Of course, Reese wanted his -

friénd to succeed, but he also thought the timing was right for Cutler’s a'sses‘sment of
' cli:p‘per ships, onevth'at'rﬁight “enter the.gest seller class,” he enthuéiastically wrote Cutler.
“A lot of people seem to be reading a lot ‘of books about a lot of ships,” Reese noted.
“Their mouths are watering for something like this.”** |
FQr maximum publicity, Cﬁtlér soﬁcited then—Secrétary of the Navy and
renOWnéd America’s Cup yachtsman Charles Francis _Adan‘ls_‘ III to write the introduction
to Greyhounds of the Seal. Adams was “favorably inclined to help...by signiﬁg a
' féreword,” replied aide'Malcolm. Stone, but was “very busy. .‘.and doés not want to be -
tr’oubléd to write it himself.”'** Instéad, Cutler penned the piece and submitted it to
‘Ad,ams, who, while signing it, noted the blethora of books on the subject already in print.
Adams V‘“felkt there had been a “flood’ of literature” produced in recent years, reported .
Stone, but “for the most part it was of little value.”'** To differentiate his book, the

Secretary recommended, Cutler should draw attention to his original research. Adams

-then signed the introduction, which appeared as his own writing. Incongruous as it may

132 Albert Reese to Carl Cutler, n.d. [September 19291, Cutler papers, box 1, folder 6. Underscore in
original. Reese was referring to Trader Horn: A Young Man’s Astounding Adventure in 19"-Century
Equatorial Africa by Alfred Aloysius Horn. Published by Simon and Schuster in 1927, the book was the
number 4 non-fiction best seller that year and number 3 in 1928. See “Traveler’s Tales: Trader Horn—
Introduction,” www.travelerstales.com/catalog/trader/intro.html (accessed July 25, 2006).

133 Albert Reese to Carl Cutler, n.d. [September 1929], Cutler papers, box 1, folder 6.

3 Malcolm Stone to Carl Cutler, 13 May 1930, Cutler papers, box 1, folder 12.

135 Malcolm Stone to Carl Cutler, 9 June 1930, Cutler papers, box 1, folder 13.
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" appear that Cutler, a man devoted to detail, wrote what passed as Adams’s words, more
important was that Adams, a Cabinet-level figure and premier ygchtsrﬁen dismissed the
multitude of maritime books in the 1920s for their low quality. ‘;Fhe public was less
discerning than the Secretary of the Navy, consuming thesé trac’gs n,onetﬁeless. .

At tirpes, some Maritime Revivalists were more icynical about the public’s
demand and its lack of disérimination. Debating a single illustraﬁon,l marine painter
Chérles Patterson, who had been hired to help illustrate Cuﬂer’s\ bopk, traded barbs with
the author. Patterson chided Cutler, cailing out inaécﬁracies in one of Cutler’s own

illustrations “another case of ‘Down to the Sea in Bodks.”’13 ¢ Cutler was _ndnpllissed.ﬂ

A “As to its accuracy.,” he retorted to G.P. Putnafn’s Sons représentative, F.A. |
MacGillivray, “I spent more than }{alf a watch (')vnce. in freezing weafher on a'yard looking
at just sﬁch a situation, and all I can say is that We' did it there.”"®” He was consicierably
more diplomatié when writing fo Patterson directly, presﬁrﬁably beéause he wanted |
Pattefson’s artwork to remain in the book. In any case, Cﬁtler cbnfessed to Patterson,
-‘"rny own w@shes have not mattered, nor do-they now. Iam interested primarily in doing
bsome'vching ’that will tend to_"'revive_ourvi'n'terest in the ideals of .what I regard as one of the
finest periods in history, and Aanything Which stands in the way of that can go by the
board([,] for all I will do to prevent it.”'*® Cutler strove to bring seafaring to generations
of Americans growing further removed from the experience-as-lived—and growing less

discerning as a result. Technical seamanship was important, as were discussions on the

136 Charles R. Patterson to Carl Cutler, 23 June 1930, Cutler papers, box 1 folder 12. Folder 12 is actually
May 1930—this item is misfiled in the archive).

137 Carl Cutler to F.A. MacGillivray, 24 June 1930, Cutler papers, box 1, folder 13.

138 Carl Cutler to Charles Patterson, 24 June 1930, Cutler papers, box 1, folder 13.
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merits of learning practical seafaring from books,’ but his interest in the presumed ideals
and values of the clipper ship period was an even greater force. Artistic tensions
notwithstanding, Cutler’s ejes were on the larger prizes of record keeping, remembrance,
and renaissance. o

Not limited to East Coast yachtsmen, similar exchanges over the value of popular
marine publications appeared in the correspondence between Captain P.A. MacDonald
and J. Ferrell Colton. MacDonald had retired from sailing and worked as a shipkeeper in
Winslow, Washington, in 1936. Colton was a young maritime enthusiast residing in that
bastion of maritime culture and heritage, Coyote Range, Arizona. Generational
differenees spill from the pages of their extensive correspondenee. Colton was writing a
pamphlet cataloging all square-riggers still in existence in the 1930s. When published by
G.P. Putnam’s Sons in 1937, The Last of the Square-Rigged Ships had grown to 288
pages. In 1936, he was relying on MacDonald’s personal knowledge and experience to

_guide him through the process. Accuracy was important to Colton, so he spent

considerable time consufting MacDonald on the finer points of ship dimensions.
“Chances are your figures are right but simply belong to another ship,” wrote Captain
MacDonald. “It is well to be very careful if you wish to write a detailed account of éhips.
I have noticed before in many fine aﬁd interesting books, the careless juggling of tonnage
figures. Villiers [a reference to sailer and maritime author Alan Villiers] is most elastic
on that score.”"® The old man possessed considerable sailing experience, and his job as
shipkeeper afforded him many free hours in which to read the hundreds of maritime

books on the market. MacDonald was a harsh critic of the many pieces of “flimsy,

139p A. MacDonald to J. Ferrell Colton, 13 September 1936, Colton collection, box 1, folder 1.
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superficial, trash, done up in nice parcels.” He wanted Colton to read only books of
“solid facts,” and he included a list of “the real worthwhile books by the best informed
authors” in a ‘1A936 fetter. The old qaptain includ_ed_ Cutler’s book, misnamed “Ocean
Greyhounds,” among the valuable wofks, along with the Volumés of the Marine Research
Society.'*

Accuracy of information was of primary importance to Colton for the same reason
it was to the MRS and to Carl Cutler. Like many before him, Colton concentrated oﬁ
square-riggers. “The purpose of this pamphlet,” he wrote to MacDonald, “is to géther
together all existing square-rigged vessels, whether auxiliary or not” that remained in
1936. To Colton, god was in the’details: “I will do my best to make this statistical
booklet as accurate as possible with the means at my desposal [sic], for without accuracy
the thing is useless;”“‘f Shoddy facts threatened to marginalize the significance of
squéfe-rigged séiling because heroic feats of seamanship might be reduced to mere
hearsay, rendering the era’s essential American ideals only suggestions, rather than
dictums. Attention to detail would provide a necessary concreteness, absent in fiction or
first-person narratives written with specific agendas, both of which risked converting the
entire age of sail into pure legend. The non-fiction authors rescued the heroicized past by
paying such close attention to the details that they could see little else.

Still, for Machonald, technical accuracy and first-person narratives ultimately
went hand in hand. “There is no question but that A.J.V. [Alan Villiers] and his books

are proving quite popular with the American readers,” he asserted, “and, I hope, for his

10 Ibid.
1 7. Ferrell Colton to P.A. MacDonald, 18 September 1936, Colton collection, box 1, folder 1. With
thanks to either Gustav Flaubert or Ludwig Meis van der Rohe.
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sake, that his laét book “The Cruise of the Conrad” will yield him a rich return for the
risks on his part.‘””zv Villiers’s popularity arose from his rollicking style,ubvut his subject
matter, and, especially; his timing, helped his sales in the years before World War I1. |
Narratives added humanity tb technical facts, and Villiers was iny the latest in a loﬁg

line of sea narrative writers that stretched back to Riéhard'Henry Dana, Jr., in 1840.

Heroic Seafaring Spreads

- In first-person narratives, works of ﬁcﬁon, and nén-ﬁction works focused on
accuracy and detail, a cultivated interest in mariktime affairs had returned to American
cﬁitural life. | Almost by definition, éuthors of ﬁrstjpérson narrativevs wrote heroic tales
that bhirred thé line between literaturev‘and fiction. ‘Fictioﬁ, Valuabie in terms of the
latitude it offe‘red‘ ‘aﬁfﬁors_,b threatened to turn all maﬁtime stories into legends or tr01\3¢s.
Ndn-ﬁction authors, while devoted to presenﬁng thé éccufate aécounts necessary for
prOper veneration of the maritime past, still ‘picked‘the moét difﬁcult, unusual, 'an’,d most
easily-heroicized topics to make their cases. Each genre’s sensé ‘of exceptionalism
ensured that very littlé of the coarse life of mést sailors made it into pririt. Instead, what
wa's‘published reflected the adventurousv, masculine, and heroic world of sailing ships aﬁd
sailofs. Speed _recbrds, adv‘entures‘ in foreign ports, daring feats aloft, storms, and pirates
were all fodder for maritime books. Indeed, when marine artist Charles Patterson
criticizedearl Cutler’s illustration of sailérs reefing a sail, Cutler hdefe’:nvded his decision

 to show a more difficult task, though he admitted “it would probably have been better” to

142p A MacDonald to J. Ferrell Colton, 14 March 1938, Colton collection, box 1, folder 3.
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depict a more commonplace 'activity.m Coping with difficulty was the essence of virtue
to Maritime Rgvi\}alists; it demonstrated American manh‘ood’,s tenacity and determination
in the face of trouble. The inane boredom of shipboard routine, bad food, and discipline
were rarely addressed; when they were, it was only to show what a sturdy bunch .
American mariners were..

‘Sea narfatiﬁkes, maritime fiction, and marine chronicles incbfporated purpose-
driven life storiés, fantastical personalities, and highly-embellished heroic feats to preéent
readers with characters that exempliﬁed éssential Americaﬁ values. Behind all of them
was an underburreht of declension, and> Writers hoped their works wquld spark
reco ghition of pasjtvac.hie.\'/emé_nt‘ a‘ﬁd' create hope for future renaissance, if not of shipping,

‘then at least of heritage. To all of them, _fhe American maritime experience was both
extraordinary and central to national development. |

The class orientation of authors and’ pﬁblishers; however, was ambiguous.
Without douvbtv, their work stressed upper-class values, with privileged young men co- |
opting working-class experiences to attain personal growth. In some éases, publishers
relied on upper-class subscribers as consumers of their product. In other instaﬁces; niass-
market consumption of seafaring books brought their messages and ro'manticizecll‘
portrayals to great numbers of Americans, young and old."** Some Worké were

serialized, some reprinted dozens of times, some approved by the Boy Scouts of America,

143 Carl Cutler to Charles Patterson, 24 June 1930, Cutler papers, box 1, folder 13.

14 Public libraries in the United States significantly expanded during this period. See Abigail Ayers Van
Slyck, Free to All: Carnegie Libraries and American Culture, 1890-1920 (Chicago: University of Chicago
Press, 1995); Miriam Braverman, Youth, Society, and the Public Library (Chicago: American Library
Association, 1979); Lowell A. Martin, Enrichment: A History of the Public Library in the United States in

. the Twentieth Century (Lanham, MD: Scarecrow Press, 1998); and Wayne E. Weigand, An Active
Instrument for Propaganda: The American Public Library During World War I (New York: Greenwood
Press, 1989). :
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and some even made into motion pictures.'®’ Authors and publishers decided on the
topics and values, but once released, mass markets gave these ideas wide distribution.
Both medium and message found far wider audiences than the upper-class Americans

that writers and publishers probably had in mind.
. ~N .

15 Treasure Island was made into a motion picture in 1912, 1918, 1920, and 1934, “Internet Movie
Database” (accessed October 30, 2008); http://www.imdb.com/find?s=all&q=treasure+island; Moby-Dick,
albeit poorly, in 1930, http://www.imdb.com/title/tt0021149/; and Captains Courageous in 1937,
http://www.imdb.com/title/tt0028691/. In addition, other maritime fiction found its way onto film, for
example, Frederick Marrayat’s Mr. Midshipman Easy (1836) was made into the motion picture

" “Midshipman Easy” first in 19185, http://www.imdb.com/title/tt0005741/.
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CHAPTER IV

FROM POSEIDON TO POPEYE: '
THE VISUAL CULTURE OF THE MARITIME REVIVAL

A fishing shack stands on a wharf in Rockport, Massachusetts. It hasv stood there
for a very long time, literally since 1978, but in another inearnation for more than a
century. Following the destruction wreaked by the famous New England “Blizzard of
787 it was rebuilt in exact detail. While the shack’s beams and boards are only a few
decades old, its place in the visual culture of the maritime world has a much longer
pedigree. Thvis humble ﬁshing shack, dating from at least the 1890s (and eome say much
earlier) has become entwined in the maritime imagery of old New Englend since the
nineteen-teens and -twenties. Artist, illustrator, and art teacher Lester Hornby (i 882-
1956), versed in French motif techniques, summered in Rockport. When a student
brought him yet another depiction of the old fishing shack, he is purported to have
exclaimed: “What—Motif No. 1 again!” and the name stuck. Since then, the shack has
been the subject of countless photographs, paintings, drawings, etchings, puzzles, local
celebratiens, and tourist pilgrimages. The image has spread around the nation and the
world, and it has graced everything from a prize-winning American Legion parade float

in 1933 to a United States postage stamp in 2002. Motif #1 is so deeply ingrained in the
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historical memory of Rockport and America that after the building’s destruction in 1978,

the community came together to rebuild it.'

Figure 4.1 Motif #l, Rockport, Massachusetts, 2009.

This chapter explores the diffusion of maritirhe imagery throughout American
culture, and the implications of that diffusion, during the Maritime Revival. It is not
concerned with an analysis of such images as the famous marine paintings of James
Buttersworth or CharIeé R. Patterson, but instead with the styles, themes, mediums,
means of dispersal, and venues that made tﬁese images so influential in the years after

they were first created. Some forms, statuary, for example, were always intended for

! John L. Cooley, Rockport Sketch Book: Stories of Early Art and Artists (Rockport, MA: Rockport Art
Association, 1965), 102, 105-106; Leslie D. Bartlett, “Motif No. 1: The Little Fish Shack Which Refused to
Go Away,” Gloucester Daily Times, Gloucester, Massachusetts, April 4, 2002,
http://www.rockportusa.com/motifone/column040402.html (accessed September 24, 2008).

? Photograph by the author.
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public display. Others, such as marine paintings, had a rhore limited appeal until
reproduced in lithographs or the pamphlets of financial institutioné in the 1920s.
Working class or neoclassic, high culture or‘ mass cuiture, art or advertising, maritime
imagery was employed to spread messages of patriotism, bravery, charm,‘vor ﬂie pastoral
purity of the past. It visually expressed the values of old-stock American culture, ahd the
images chosen for display or sale reflected a carefully circumscribed view of the
maritime experience. |
Terms sucﬁ as highbrow or lowbrow, high, popular, and mass cu:lbture are the
| subject of endless debate. :Po‘vstmodernists insist that there is no distinction; it is all
“culture,” while others trace the bifurcati'on betweéﬁ “low” and-“high” to the second half
of the nineteenth centuryf In either éase, a.popular “high/low” cultural delineation
-existed and Was exploited by traditional élites. To the Americéns of the laté nineteenth
and eérly twentieth centuries, hierarchy of value in art and culture was just as ‘freal” as.
the hierarchy of raées among Social Dau’winiéts.4 |
The old Rockport shack exemplifies the themes of marine visual culture during

the Maritime Revival. The unimpre‘ssive shack has had a wider career in iconography

* See Theo Van Leeuwen and Carey Jewitt, Handbook of Visual Analysis (London: Sage Publications,
2001); Jonathan Smith, Charles Darwin and Victorian Visual Culture (Cambridge, UK: Cambridge
University Press, 2006); Frederick N. Bohrer, Orientalism and Visual Culture: Imagining Mesopotamia in
" Nineteenth-Century Europe (Cambridge, UK: Cambridge University Press, 2003); and Ray B. Browne and
- Marshall Fishwick, /cons of America (Bowling Green, OH: Bowling Green State University Press, 1978).

* See Eric Hobsbawm and Terence Ranger, The Invention of Tradition (Cambridge, UK: Cambridge
University Press, 1983); Theodor W. Adorno, The Culture Industry: Selected Essays on Mass Culture, ed.
J.M. Bernstein (London: Routledge, 1991); John Story, An Introductory Guide to Cultural Theory and
Popular Culture (Athens, GA: University of Georgia Press, 1983); Herbert J. Gans, Popular Culture and
High Culture: An Analysis and Evaluation of Taste rev. ed. (New York: Basic Books, 1999); Lawrence
Levine, Highbrow/Lowbrow: The Emergence of Cultural Hierarchy in America (Cambridge, MA: Harvard
University Press, 1988); and Joan Shelly Rubin, The Making of Middlebrow Culture (Chapel Hill:
University of North Carolina Press, 1992). While not as pernicious in its application as Social Darwinism’s
hierarchy of races, artistic and cultural hierarchies were nevertheless social constructions with significant
influence. ‘ ‘
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than it did in fishing. As a piece of early tWentieth-century working;class material

culture, it was co-opted by artists for its quaint, preindustrial charm set against an
increasingly mechanized Gloucester waterfront just down the road. Its commod.iﬁcation,
whether by ’arti‘sts or Kodak puzzle manufacturers, illustrates the packaging and
popularizing of fnaritiﬁle 'imagery aCrQSS class lihes. Tts rebuﬂding is a visual remindgf of ,
the importahcé of 'tQurist'dolll'ar's to coﬁimunities trying to display their rarified maritirﬁe |
obj ects to méss audiences. Operating é