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SHIPLIST 242.°

PART'l  STEEL SHIPBUILDING WDER TdE U.S.SHIFPING BQiRD, 1917-1921.

by N.L. McKellapr
- BNRA, TAMCORTH (Australia)

T ically, the United States' shipbuilding effart in and after Warld War I
falls under three headings : ,

a. the requisitioning of steel ships building in the US, both for american and
. other owmers; . o
b. the building of steel ships under contract to the Emergency Fleet Corpara-
tion;
¢. the building of wood, composite and concrete ateamers, sailing vessels, tugs
and other small craft. :

The wood and composite ships have been covered in TBS 71; the conerete
ships were dealt with separately in an article covering ccocrete construotion in both
World Wars, in TBS 74; sailing ships and small craft will be dealt with later. We
turn now to a consideration of the steel ships. .

To do so, we must go back to tiae early days of 1917. By the end of 1916,
German action had caused the loss of (in round figures) no less than two and one
third million tons of British shipping, and a further one and one half willien
tons of Allied and neutral shipping. Britain, being hardest hit, had seen, as early
as the middle of 1915, the need far obtaining ships from overseas builders. Two sour-
ces were available - the United States and Japan. We are only concerned here with
tie farmer. - . B} _

smerican yards befare the wor ‘averaged an output of some 173,000 tons
per anmum; in 1915 this figure had follen to 155,000. However, Britain being busy
building far her own replacements, those neutral countries which had forwerly locked
to her far ships, notably Norwey, now turned to the USA. The withdrawal of British
ships from trades with the imericas encouraged US owners nlso to seek tonnage for
themselves. These two pressures brought about an expansion of US shipbuilding. Ex-
isting yords were enlarged, and new ones came into existence, with the result that
in 1916 US output came back to 174,CCO tons, showing the beginning of an upward awing
which lasted until 1971. It is worth noting that in this first wave of the expansion
of US yard capacity, there came into existencc one of the greateat American yards of
today « the Sun ~ yard at Philadelvhia, which was established es an offshoot of the
0il company primerily for the production of sorely-needed tankers.

It was in this situation that the British Government entered the field.
-'‘or reasons connected with seocur:ty,and neutrality, that Government could not place
orders in its own name, but only in the name of various British shipping companiea.
-he main nominee was the Cunard Steam Ship Co., though Father Dowling of the Marine
.Astarical Society of Detroit has told me of several ships which lef't the Great Lakes
carrying Lamport & Hold colours. Even tankers required by the British Admiralty were
ardered in this way.

By iiarch 1917, contract arrar, ol with the British Government, promised
some 700,000 tons of new ships.
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The US declared war on Germany on 6th April 1917. Eleven days later the .
Emergency Fleet Corporation was formed. This body was set up in terms of the Shipe
ping Act of 1916, which required the establishment of the United States Shipping .
Board, with the proviso that that Boerd could set up a separate Corporation for the
building of ships. In general it may be said that while the New American ierchant
Harine was being built, the Fleet Corparation built the ships and the Shipping .
Bﬂa.a'd. managed them (as well, of course, as others, notably those seized from Germa-
ny. : _ k ettt S

When the US éntered the war, there were in existence in that country 234
building ways, and every one of them was occupied. Due to long standing agreements
with the shipbuilders, befare the advent of the EFC, the US Government had pre-eump-
ted 70 % of the steel yard capacity, for work for the US Navy. In relation to the
balance of the yards, ships were either building or contracted for to the extent of
gome 3 million tons deadweight, comiprising some L34 hulla. So at this stage the
EFC could see little hope of carrying out its obligation to build ships, far the
simple reeason that there would be no building berths available to it for some congi~
derable time. ' '

After much deliberation, the EFC decided that there was only one way out.
On aug. 3, 1917 the EFC commandeered the lot - hulls fitting out, hulls on the ways,
and hulls which existed only on the drawing board or in the shape of an unassembled
pile of steel in a shipyard. The only ships exempted were wooden vessels and steel
ghips of less than 2500 tons deadweight. Some of these, close to completion, or
built for essential trades, were shortly ofterwords released to their owners, espe-
cially where these were American interests. One British ship, WiR SWORD, was in
fact completed and ready to sail when requisitioned. Though she wos tempararily de-
tained, she was finally handed over on the grounds that she had been fully paid far
before the Requisitioning Order was issued. A further few were in such an early ata-
ge of ateel assembly that the EFC considered it not - sorthwhile to proceed with
them and they were ocancelled. All in all, some. 4l ships were finally completed for
the ZFC out of the 431 ships and contracts ariginally requisitioned. As a contrast
with WAR SWORD, finished in August 1917, the final delivery of a requisiticned ship
was made on June 23, 1921, when WILLIAM PENN was handed over by Pusey & Jones.

The intended names, owners~-to-be, new names etc., are contained in Part
One of the list which follows, the REQUISITIGNED SHIPS. As the primary purpose.of
this 1ist is to account for all the hulls, all ships are described as "building"
irrespective of the state of progress as at Aug. 3, 1917. It has not been found
practicable (ar possible) to detail exactly how far building had advanced.

It is worth noting that the question of compensation to the owners of the=
se hulls » far the loss sustained, was a thoarny one. In many cases, especially those
m?ﬂlving somc Norwegian owners, negotiations dragped on far years. Note also that
quite a few of these ships retained the names selected for them by their ariginal
owncrs, though most were given nemes chosen by the EFC.

THE CONTRACT SHIFS .

Over now to the programme of ships actually constructed fu.r. the EFC.

Design, naturally, was the first problem. What sart of ships was the EFC
to build? They needed to be of high deadweight-to-gross ratio, able to meintain a
reasonable speed, and be capable of being produced rapidly. Fartunately, meny of the
old-established yards were building, for British and other account, vessels which, -
with minor modifications, filled the bill nicely. iAs each yard's design was examined. -
1t was, if acoepted, given a design number. Others of course were designed by EFC.
These EFC DESIGN NWMBERS are used as headings in the list which follows and where
applicable, the "popular" name, or the name of a typical ship, are given. Standard
letoils of the individual design are also listed. '
. The men who built these ships, and manned them when they were new, are nﬁ,
Tarty years_la.ter, becoming scarcer; and the present -eneration is progressively ac=
oepting serious misconceptions about them. The commercial shipping journalists of
this day and age, when referring to ANY ship built by the EFC, nine times out of tea
refer to her as a "Hog Islander"- often with the adjective "slabesided" or something
equally derogatary. This seems to apply whether the ship in question is a fabriceted
ship ar not. 'Similarly, the word "Laker" is used as an all=embracing term, irrespec-
tive of type. Perhaps a few words on this question may not be out of place.

Everyone knows that Hog Island turned out fabricated ships. .But in thine
king of fabricated ships, two +things should be borne in mind : o :






	OutlineRoot
	Introduction Page 1
	Introduction Page 2
	Introduction Page 3


