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Abstract

Halifax Shipyards, 1918 - 1978: An Historical Perspective
Victor L. Settle, August 1994

This thesis will present an historical perspective on the history of Halifax
Shipyards and attempt to demonstrate its social and economic importance to
Halifax and the Province of Nova Scotia. Halifax Shipyards Limited was the
successor of Halifax Graving Dock Company, managed by Samuel Brookfield
from its completion in 1889 until its expropriation by the federal government in
1918. In the wake of the Halifax Explosion in 1917, Mr. C.C. Ballantyne, Minister
of Marine, sought to begin a shipbuilding program in the Maritimes. Roy Wolvin
and Joseph Norcross were invited by the Minister of Marine to consider the
potential of establishing steel shipbuilding in Halifax. With the promise of
contracts to build four vessels for the federal government and the expropriated
Graving Dock site on which to construct a new modern shipyard, Wolvin and
Norcross introduced steel shipbuilding to Halifax.

Roy Wolvin, shortly after his arrival in Nova Scotia, saw the advantage of
combining the new shipyards with the steel and coal industries in Nova Scotia.
Wolvin became a driving force behind the creation of the British Empire Steel
Corporation (BESCO) in 1921. Financial problems plagued the company from
its formation and led to a takeover of BESCO in 1928 by a group backed by the
Royal Bank of Canada. The new company was known as The Dominion Steel
and Coal Company (DOSCO), and retained ownership until 1957.

Halifax Shipyards became the center for ship repair, on Canada’s east

coast, repairing 7145 vessels between 1939 and 1945. This feat was




accomplished, in part, by women who entered the shipyards as tradespeople
during the Second World War. Following the war they were expected to
relinquish their jubs and return to being full time mothers or wives. If they chose
to remain in the workplace they would enter traditional roles.

In 1957 A.V. Roe Corporation Canada Limited, a subsidiary of the British
based Hawker Siddeley investment group, purchased the DOSCO holdings in
Nova Scotia which included the Halifax Shipyards. In 1959, A.\V. Roe became
Hawker Siddeley Canada Limited. The years 1958-1978 were the shipyard's
"golden decades". Unfortunately, as the final decade came to an end it bore
witness to the collapse of Halifax Shipyards, one of the city's "great institutions
of enterprise and industry" - a collapse that the shipyard is struggling to recover

from sixteen years later.
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INTRODUCTION

Halifax Shipyards Limited began operation in 1918 and has been
described as a "great institution of enterprise and industry."' Between 1918 and
1978 no other industry in the City of Halifax contributed so greatly to the
economy, both locally and provincially. Halifax Shipyards was the successor of
the Halifax Graving Dock Company which began operation at Halifax in 1889,
but the oldest component of the Halifax Shipyard Limited (the present-day
Halifax/Dartmouth Industries Limited) is located in Dartmouth. It was at
Dartmouth Cove in 1860 that Chebucto Marine Railway Company built the first
of four modern drydocking facilities. (These marine railways were still in
operation in 1994.)

The objective of this thesis is to trace the historical background of the
Halifax Shipyards and demonstrate its social and economic importance to the
cities of Halifax and Dartmouth and to the Province of Nova Scotia. This will be
accomplished by exploring the social impact that Halifax Shipyards had on the
lives of women and men in Nova Scotia prior to, during and in the post World
War Il era, and by exploring the financial contribution and economic impact
which Halifax Shipyards Limited exerted on the community.

The economy of the Maritimes prior to 1850 was buiit primarily on staples

and the production and export of fish, timber and ships. The abundance of

'Hon. Benjamin Russell, Nova Scotia Blue Book Encycl ia_(Historical Association of
Canada 1932) PANS, p.5.



lumber led fo the development of Nova Scotia’s shipbuilding industry.? The
British North American colonies enjoyed trgde protection from Britain until 1850°
which resulted in considerable trade between Nova Scotia, the British West
Indies and the United Kingdom. Lumber was often shipped aboard boats built
in Maritime shipyards with both cargo aind vessel being sold at their point of
destination. By the mid-19™ century building ships for foreign buyers gave way
to their construction for local ownership.*

The continued demand for wooden ships on the local market was
important to Nova Scotia which, at that time, had little manufacturing except on
the domestic scale,® and over half of that was carried out in Halifax.® The
break-up of the old colonial system in the middle of the 19" century and the loss
of protected markets presented far-reaching consequences for the British North

American colonies’ and prompted the Maritimes and the Colony of Canada to

?D.A. Muise, "The 1860s: Forging the Bonds of Union" in E.R. Forbes and D.A. Mulise (eds.)
The Atlantic Provinces in Confederation (Fredericton, 1993), p. 23; T.W. Acheson, "The Nationai
Policy and the Industrialization of the Maritimes: 1880-1910", Acadiensis 1:2, p. 3; L.D. McCann,
“The 1880s: Fragmentation and the New Soclal Order" in Forbes and Muise (eds.) The Atlantic

Provinces and Confederation , p. 119.

¥8.A. Saunders, Economic_History of the Maritime Provinces (Fredericton, 1984{1939)), p.
2; Acheson, "The National Policy and the Industrialization of the Maritimes 1880-1910",

Acadiensis 1:2, p. 3.

‘D.A. Muise, "The 1860s", in Forbes and Muise (eds.), The Atlantic Provinces In
Confederation, p. 24.

Saunders, Economic History of the Maritime Provinces, p. 2.

8L.D. McCann, "The Mercantile Industrial Transition in the Metal Towns of Pictou County,
1857-1931", Acadiensis 10:2 (Spring 1981), p. 31

Acheson, "The National Policy and the Industrialization of the Maritime, 1880-1910",
Acadiensis 1.2, pp. 3-4; Saunders, Economic HI f th ritime Provin . 6.
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pursue the Reciprocity Treaty with the United States, which was signed in 1854,
Their objective was to secure markets for the region's staple products and
manufactured goods that would replace previously protected markets enjoyed
with Britain and her overseas colonies under the old colonial system.®

Exports from the Maritimes to the United States increased greatly during
the years the Reciprocity Treaty was in place. Nova Scotia's exports rose 132.3
percent between 1853 and 1866. The economy of Nova Scotia that had
depended so greatly on the pull seaward was now rapidly moving towards a
continental one. This was driven firstly by the Reciprocity Treaty with the United
States and secondly by Confederation that eventually linked the British North
American Colonies from the Atlantic to the Pacific by rail.®

The completion of the railroad fulfilled the promise of John A. Macdonald's
National Policy of 1879, which was to bind the country together from east to west
by building a trans-continental railway; settling the west and building a tariff wall
against the outside world to promote industry in Canada. The National Policy
was embraced by a large segment of the Maritime business community as a new
form of mercantilism that would re-establish the stability that existed in the pre-

confederation days under the old British order.'® The policy recognized that the

®T.W. Acheson, "The Maritime and Empire Canada® in David Bercuson (ed.), Canada and
the Burden_of Unity (Toronto, 1977), p. 90.

Paul Phillips, "National Policy, Continental Economics and National Disintegration” in

Bercuson (ed) d the Burd nity, pp. 21-22; Acheson, “The National Policy and
the Industrialization of the Maritimes, 1880-1910", Acadiengis 1:2, p. 27.

%Ben Forster, A n of Interests: Businegs, P Tari -1879 (Toronto,
1986), Robin F. Neil, "National Policy and Regional Development. A Footnote to the Deutsch
Report on Maritime Union", Journal of Canadian ias 9:2 (12-20 May 1974), pp. 1214, L.D.
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growth of Canada entailed the transfer of capital from one region to another.
The Prairie provinces were the center for producing grain. Surplus product would
be sent to Ontario to build secondary industries, or value added industries.
Growth of Ontario’s manufacturing industry at the expense of western Canada
caused much of the resentment felt in western Canada. The Maritimes lost
entrepreneurial capital, but received in return some increase in federal grants

and protection for its iron and coal."

The tariffs passed in 1887 to protect
these industries were often referred to as the Nova Scotia tariffs designed to
make Nova Scotia the Pennsylvania of Canada.? However, this never
materialized, iron and coal production was always at the mercy of the world
markets and competition.

The industrial revolution that swept through the Maritimes in the latter part
of the 18" century, driven by the National Policy and its promised rail link to the
Pacific, brought considerable change to the transportation industry, especially as
it related to shipping. Changes affected vessel ownership, size, construction
materials, propulsion systems and shipyards that built these vessels. The

evolution from wood to steel did not take place all at once. At first only the

frames of the ships were built of steel and iron which were then covered with

McCann, "Staples and the New Industrialism in the Growth of Post-Confederation Halifax",
Acadiensis 8:2 (Spring 1979), p. 60.

"bid., p. 13.

2Acheson, "The National Policy and the Industrialization of the Maritimes, 1880-1910",
Acadiensis 1:2, pp. 3-27.

4




wood. Eventually, the entire ship was constructed of steel.” Steel hulls were
used in both sailing and steam driven ships, but it was not until the 1880s that
Britain's steam tonnage equalled her sailing tonnage. It was the certainty of
performance that finally ensured the victory of steam over sail. The steamer was
not always faster; a clipper ship could log 15 knots under certain conditions,
whereas the average steamer in the 1880s could only make 10 knots. However,
the clipper ship might be becaimed for days while the steam driven ship
continued on its way.

The opening of the Suez Canal in 1869 was a further blow to the sailing
ship. Sailing ships could not pass through the canal to the Red Sea; they had
to continue to use the Cape route because of their need of prevailing winds.
Steamers would save 3,000 to 4,000 nautical miles on the trading routes from
Europe to Asia by passing through the Suez Canal."* It should be noted that
the canal affected steamships as well; because of shorter voyage patterns,
fewer ships were required to service the far east routes.’

The decline of the wooden sailing ship and the advent of steel hulled
steam ships dealt a blow to the shipbuilding industry in the Maritimes. It resuited
in the disinvestment by Maritime merchants in vessel ownership, resulting in the

rapid decline of wooden ship construction that had been the financial life blood

“‘Peter N. Devles, "The Development of the Liner Trades" in m_gmum_jm

i sedings of the Confere o Afls anada Shipping Project

nglg in Ng_w!ggngjgng, 31 Mgrgh - 2 April, 1971 Keith Matthews and Geratd Panting (eds.),
(Memorial University, Newfoundland, 1978), p. 179.

“Ibid., p. 180.
®ibid., p. 188.




of so many Maritime communities, providing employment for a large portion of
the wage earning class of the Maritimes. Research has shown that there were
not one but many reasons why merchants disinvested in shipping. As shipping
lines provided transportation for merchant's goods on a regular basis, it was no
longer profitable to operate a ship as an adjunct to the merchant's primary
business. Few merchants had the money, time or were capable of operating a
ship in the new market place where liner service controlled the movement of
goods around the world.” By late in the 19" century liner service was provided
on scheduled runs across the world's major oceans.

As shipping lines operated year round, more damage to vessels resulted
due to the winter storms and ice."” Larger repair facilties to handle the
increased liner traffic and larger vessel sizes were required. Drydocking
facilities, far different than the marine railway used to haul smaller vessels from
the water, became necessary to carry out repairs. A drydock of the capacity
required was a capital intensive project and certainly not without financial risk.
No longer was shipbuilding and repair a backyard operation; servicing larger
sailing ships and steel-hulled steamers required a modern plant and drydocking

facility from which to operate.

®Eric W. Sager and Gerald E. Panting, ital: The Shipping Ind
Canada 1820-1914 (Kingston and Montreal, 1890), pp. 48, 140.

lan McKay, "Class Struggle and Mercantile Capitalism: Craftsmen and Labourers of the
Halifax Waterfront" in Wotking Men VWho Got Wet; Proceedings of the Fourth Conference of the
Atlantic Canada Shipping Project held in Newfoundland 24-26 July 1980, Rosemary Ommer and
Gerald Panting eds. (Memorial University, Newfoundland, 1880), p. 209.
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Based on the promise of Confederation and the National Policy, many
Maritime businessmen joined the industrial revolution. The late 1870s saw
regional entrepreneurs remove their capital from shipping and staple based
industries to a new manufacturing based economy. Halifax financiers invested
in textiles, sugar refining, rope factories, confectionery, foundries, manufacture
of primary iron and steel and ship repair facilities.'® Capitalists also invested
in the growing service sector driven by the industrial revolution that created a
need for power plants and wharfs.

Entrepreneurial leadership was taken over by sons of traditional
mercantile families, many of whom were in their fifties, an age when many were
planning financially for their retirement years, not risking their family fortunes on
industrial enterprises in which they had little or no expertise. However, many
respected heads of second generation mercantile families, such as Thomas
Kenny, took the risk. Kenny inherited one of the largest shipping firms in the
region in the late 1870s. Under his leadership, a small number of Halifax
investors, between 1879 and 1881, raised most of the $800,000 required to meet
the capital construction costs of a sugar refinery and cotton company.
Development throughout Nova Scotia was financed by local capitalis*s. No one
centre emerged as the financial capital. Halifax, Liverpool, Yarmouth, Amherst
and New Glasgow had regional investors who supported local industry. As

manufacturing plants grew in size they became more susceptible to external

8Colin Howell, "The 18008 Industry, Urbanization and Reform", in Forbes and Muise (eds.),
The Atlantic Provinces in Confaderation, pp. 163-164,

7




market forces such as supply of raw material, the prolonged recession of the
1890s, and the demand for finished product. The small population base of the
Maritimes prevented a strong local market from developing which would have
seen companies through recessions. Advantages enjoyed in transporting goods
by water were lost with the completion of the rail link across Canada. The most
difficult force to deal with was competition from larger companies from outside
the Maritimes who had access to greater financial resources.

The failure of a viable financial center to emerge in the Maritimes was
devastating for many companies. T.W. Acheson has argued that the Maritimes
lacked institutions prepared to finance large scale industrialization, thus leaving
financial responsibility to individual entrepreneurs. Smaller banks financed local
industrialization, while major banks such as the Bank of Nova Scotia ( the largest
and most influential banking institution in the region) promoted the flow of
Maritime capital out of the region, thus starving local industry. Nova Scotia
became an area of "surplus savings" for the Bank of Nova Scotia. The
combined assets of Halifax based banks in 1890 was 21.7 million, exceeded by
Montreal at 107.3 million and Toronto at 74.3 million. During the latter part of
the 19th century and the early 20th century, enormous sums of money were
drained away from the region. Between 1900 and 1910, net transfer of funds
from Maritime branches to the head office of the Bank of Nova Scotia alone

amounted to more than $4 million.'® Other financial factors were also present.

“Ibid., pp. 184-166; James D. Frost, "The Nationalization of the Bank of Nova Scotia 1880-

1910", _ggg_qn_gg_121 (Autumn 1982), pp. 3-4; George A. Nader, Vclume |1, Profiles of Fifteen
Metropolitan Centers (MacMillan, Toronto, 1876), p. 34, Howell, "The 1900s", in Forbes and

8




Maritime capitalists, although experienced in mercantile practices, lacked
expertise in the complexities of the financial and marketing structure of large
scale industrial development and the technical skills required to operate such
enterprises.

The complexities of financing large scale industrial development proved
insurmountable for regional entrepreneurs. The mercantile practice of raising
capital consisted of obtaining sufficient financing to construct and equip the
physical plant, preferring to finance the operating cost through bank loans, a
costly and inefficient process.?® This was especially true with downturns in
world markets; this was a time when banks became nervous, often calling in
their loans. The lack of operating capital by many entrepreneurs during the last
decade of the nineteenth century resulted in manufacturing industries in Nova
Scotia being taken over by outside interests. A British-backed company took
control of sugar refineries in Nova Scotia. Montreal business interests
purchased cotton mills in Halifax, Windsor and Moncton. Fearful of competition,
other smaller mills in the region sold to the conglomerates. Heavy losses were
absorbed by merchant families who had invested in manufacturing industries.
For example, the sale of Nova Scotia Cotton mills in Halifax to the Montreal
syndicate returned only twenty five cents on the dollar of the initial investment,

By 1895, excluding iron and steel products, confectionery and staples, export

Muise (eds.) The Atlantic Provinces in Confederation, p. 164.

Xpacheson, "The National Policy and the Industrialization of the Maritimes, 1880-1910",
Acadiensis, 1:2, p. 9.




industry in Nova Scotia was taken over by outside interests.?’ The industrial
expansion generated during the latter part of the nineteenth century, by
community-oriented entrepreneurs, had collapsed by the 1920s. Outside
interests including central Canadian business and financiers had asserted control
over the regions economic life, including shipbuilding and repair in Halifax.??
Lacking ties to local communities, outside investors closed down Nova
Scotia's aging manufacturing facilities, a trend that carried over into the 1960s
and 1970s when Hawker Siddeley Canada Ltd. abandoned its steel and coal
operations in Nova Scotia, and then went on to shut down Halifax Shipyards
Limited operation in Halifax and Dartmouth. This thesis presents an historical
perspective on the history of Halifax Shipyards from its early origins to its
collapse in 1978. it will also attempt to demonstrate the social and economic
importance of that great institution to Nova Scotia. Chapter One addresses the
influence exerted by early entrepreneurs and capitalists on the shipping industry
in the Halifax Dartmouth area. Chapter Two covers the Halifax Shipyards from
1918 to 1945, including the founding of Halifax Shipyards Limited and ship
construction and vepair during the war and pre-war years. Chapters Three and
Four deal with social issues; the former with women shipyard workers and the
part that Halifax Shipyards played in their fight for equality in the industrial

workplace; the latter addresses the shipyard’s influence on Nova Scotia's rural

#bid., p.19.

%pavid Frank, "The Cape Breton Coal Industry and the Rise and Fall of the British Empire
Steel Corporation”, Acadiensis, 7:1 (Autumn 1977), p. 4.
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male population in the war and post-war eras. The final chapter also looks in-
depth at the "Golden Decades" between 1958 and 1978 with emphasis on the

financial impact Halifax Shipyards Limited had on the Province of Nova Scotia.
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CHAFTER ONE
The Pre-Halifax Shipyards Era

The keel for the first steel-hulled steamship built in Halifax was laid by
Halifax Shipyards Limited in 1918. This chapter addresses the historical
background of that "great institution of enterprise and industry".*® The early
history of Halifax Shipyards Limited began at Dartmouth Cove in 1859, when
Chebucto Marine Railway Company purchased land adjacent to Lyle and Chapel
Shipyards (which had operated at Dartmouth Cove since 1820). Chebucto
Marine's first drydock was built by Horace Crandall and opened for business in
1860. Thirty years later it was taken over by Halifax Graving Dock Company,
which began operation at north end Halifax in 1889. Under the direction of
Samuel Brookfield, a successful repair business was operated at the graving
dock until its expropriation by the Canadian government in 1918. The
government sold the property to a Montreal group, led by Roy Wolvin and
Joseph Norcross, which established Halifax Shipyards Limited.

The Chebucto Marine Railway's drydocking facilities, the oldest
component of the Halifax Shipyards Limited, was built at Dartmouth Cove in
1880 by Horace J. Crandall, of Crandall Dry Dock Engineers of Cambridge,
Massachusetts.® Nova Scotians were taking a continental approach to

industrialization at a time when it was customary to look to Britain for skilled

PRussell, Nov ia_Blue Book Encyclopedia, p. 5.

“pPANS, J.W. Regan, Papers, Letter, 6 April 1939, John W. Regan to Alexander Lyle; Halifax
Herald, 7 February 1939, p. 12.
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labour and management personnel to assist in industrial development. Although
tension existed between Britain and the United States, Nova Scotian investors
welcomed the suggestion by the United States Consul at Halifax that they hire
Horace J. Crandall to build the first marine railway for the company.

The Halifax/Dartmouth City Directory reveals connections between the
Chebucto Marine Railway Company and other major companies; C.J. Wylde,
Secretary and Treasurer of the Chebucto Marine Railway, held a similar position
with the Acadia Power Company Ltd.; AW. West and P. Ross, Directors of the
Graving Dock, were aiso Directors of Starr Manufacturing Company and Strait
of Canso Marine Railway respectively.?® These findings are consistent with
those of Acheson whose research revealed that in Halifax a small number of
business men were responsible for a significant portion of the financial
investment in the region.” Although no list of minority shareholder records are
kept at the Registry of Joint Stock, one could reasonably conclude that many of
the directors in the aforementioned company were also shareholders in the
Chebucto Marine Railway Company. A list of Chebucto Marine Railway
Directors is included in Figure 1.1,

The eastern coast of North America had a long history of shipbuilding and

repair. The first recorded shipbuilding in the Maritimes occurred in 1606 when

’PANS, J.W. Regan, Papers, Letter, 3 May 1939, James L. Crandall to John W. Regan.
#McAlpine's, Halifax Dartmouth City Directory (1889-1880).

2iMonetarn: Times, 20 May 1881; Acheson, "The National Policy, 1880-1910", Acadlensis, 12,
pp.4-8.
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two small vessels were built at Port Royal. This enclave industry grew steadily
with 2.2 million tons of shipping built in the Maritimes between 1815 and 1860.
The Maritimes were clearly the center of shipbuilding in British North America --
Upper and Lower Canada during the same period built only 800,000 tons of
shipping.?® These figures do not necessarily mean that the Maritimes were
building more vessels than Upper and Lower Canada, but rather that they were
building larger, ocean-going vessels. Investment had increased dramatically in
three-masted vessels for use in transoceanic passages between 1849 and
1879.% What was then required was an efficient means of removing these
larger vessels from the water for repairs.

The principle of hauling boats up an inclined track was almost as old as
the building of ships; however, it was not until the latter half of the 19th century
that it was recognized as a problem of engineers rather than shipbuilders.
Horace Crandall was one of the pioneers with regards to handling the problem
from an engineering standpoint. It was undoubtedly the growth in the size of
ships that compelled such considerations.® The first marine railway completed
at Dartmouth Cove was relatively small, having a capacity of only 200 tons with

a cradle one hundred feet long by thirty four feet wide; it was operated by horses

#Sager and Panting, Maritime Capital, pp. 21, 29.

®ibid., p. 94; Frederick W. Wallace, In_The Wake Of The Wind Ships, (Hodder and
Stoughton, London, 1927), pp. 184-271.

%YPANS, Regan Papers, Letter, 15 May 1939, Crandall to Regan.
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in a treadmill.*' The building of this first marine railway began an association
between the Lyle and Crandall families that lasted for many years.

The Lyle family's involvement in shipbuilding at Dartmouth Cove goes
back to 1820. It was adjacent to the Lyle and Chapel shipyard that Crandall built
the first drydock for the Chebucto Marine Railway. The Lyle and Chapel
shipyard was a progressive operation; in 1844, the Lyle yard built a steam-driven
ferry, the "Mic Mac", for operation between Halifax and Dartmouth.* The yard
also built a number of wooden sailing vessels. One that played a part in the
settlement of Nova Scotia was the “Barbara”. It was employed for many years
in the immigrant trade between Ireland and Nova Séotia.”

Class consciousness was part of the social structure of Halifax during the
nineteenth century. Its existence is highlighted by a story regarding the master
of the "Barbara" at the time of the famine in Ireland, a captain Willie McKay.
Captain McKay visited Halifax frequently and on occasion refitted his ship at the
Lyle and Chapel yard. McKay had seen the Lyle girls and wished to meet them,
however their father, Alexander Lyle, had definite ideas about the associations
of his daughters and seamen. The girls were never seen around the slipways,
nor were masters or mates ever entertained at the Lyle residence. It would

appear that captains of merchant vessels did not command the same social

$4alifax Chronicle Herald, 18 September 1959, pp. 20-21, PANS, Regan Papers, Letter, 3
May 1939, Crandall to Regan.

MHalifax Herald, 7 February 1939, p. 12.

“william A. Baker, "The Irish Connection”, Acadignsis, 12:2 (Spring 1683), pp. 124-131;
Peter T. McGuigan, The lrigsh (Four East Putlications, Tantallon, Nova Scotia, 1991), pp. 18-24.
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standing as naval captains who were viewed as gentlemen and attended most
elite social gatherings. This was also true of other occupations. Acheson sees
the same social line drawn between merchants.® However, being a
resourceful man, Captain Willie McKay was determined in his resolve to meet
the Lyle girls. He made enquiries into which homes of prominent citizens the
girls were invited and set out to procure invitations for himself. Captain McKay
eventually married Alexander Lyle's eldest daughter and took her away to sea
on the "Barbara". The story does not end there; they were the parents of James
Lyle McKay who became chairman of the famous "Peninsular and Orient Line".
James, on his death, left $12,000,000 to be applied to the liquidation of Britain's
national debt.*

Unlike Captain McKay, Horace Crandall started his associations with the
Lyle family on a more positive note. Horace Crandall's arrival in Dartmouth
brought into contact two families of note in the ship repair business on North
America’s east coast. Their assaciation played an important part in the early
history of drydocking facilities in Nova Scotia. Alexander Lyle's son, James,
worked for Horace Crandall building a marine railway at Dartmouth for the
Chebucto Marine Railway Company. Upon completion of the first marine railway
another with a capacity of 800 tons was undertaken. Following the completion

of this marine railway in 1861, a 1500 ton drydock was started the following

3T .W. Acheson, "The Great Merchant and Economic Development in St. John 1820-1850",
Acadiensis, 8:2 (Spring 19879).

BHalifax Herald, 7 February 1939, p.12.
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year. This was later increased to a capacity of 2500 ton in 1876. A fourth
drydock was built in Dartmouth by Crandall in 1884. Other sites in Nova Scotia
bore witness to Crandall's marine railway expertise. They were Liverpoo!, Port
Hawkesbury and Pictou.*® This specialized product, that was continually
improved and marketed throughout Nova Scotia and the world, highlighted the
foresight and expertise of entrepreneurs during the last half of the nineteenth
century. [t stands more than a century later as a model for present-day
industrialization of the Maritimes. Many economists feel the future of the area
lies in developing specialized technology and marketing it throughout the
world.”

Horace Crandall made Dartmouth his home from 1878 to 1891. It was
from Nova Scotia that he and his trusted friend and foreman, James Lyle,
departed for the Hawaiian Islands in 1883.* On the island of Honolulu they
built a marine railway for the government of King Kalahou, marking Crandall's
first drydock sale outside North America. James Lyle remained in Honolulu and
operated a prosperous ship repair business there for many years.** Back in
Halifax, a group of entrepreneurs led by Samuel Brookfield was developing plans

for a new type of drydock to be built on the west side of the Harbour, adjacent

%Chronicle Herald, 18 September 1959, p.20.

¥M. Bradfield, M. MacDonald, A. Charles, G. MacDonald and R. Williams, Egonomic
Democracy in Atlantic Canada: A Discussion Paper (Saint Mary's University Economics
Department, 1990).
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to the Acadia Sugar Refinery in north-end Halifax,

Increasing size of vessels prompted the need for a drydock capable of
removing larger vessels from the water for repairs. Chebucto Marine Railway
facilities were limited to a capacity of 2500 tons. Although large enough to
handle ships listed on the shipping registry in Halifax, the Dartmouth facility
could not service the larger ocean liners that had increased in size to 500' or
more by the 1880s.*° Samuel M. Brookfield Sr., one of Halifax's best known
entrepreneurs during the latter part of the 19™ century, led the drive to establish
a new drydock in Halifax. Brookfield Construction Co. operated a general
contracting business in Halifax with an office located at 58 Granville Street. This
successful business was started by John Brookfield in 16860, who was
succeeded by his son Samuel in 1871.4' The company was incorporated in
1908 and listed the following officers: S.M. Brookfield, President and Managing
Director; John W. Brookfield, Secretary; Henry Roper, Treasurer.*? Other
businesses in which Samuel Brookfield held directorships included the Halifax
Power Company (forerunner of the present day Nova Scotia Power

Corporation)® and Nova Scotia Cotton Manufacturing Company Limited*. He

““port and Provinge, September 1937, p.14; Sager and Panting, Mariti ital, p. 67;
Wallace, {n the Wake of the Wind Ships, pp. 184-271.

YA list of Brookﬂeld's projects can be found in Port ang Province, September 1937 pp 9,
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and_Facliities compiled for the Hallfax Boatd of Trade (Wm MacNab & Son Ptintere 1909),
PANS; Hon. Benjamin Russell, Nova Scotla Blue Book and Encyclopedia, p.5.
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was also one of the proprietors of Halifax Salvage Association, had large mining
interests in Nova Scotia and was instrumental in forming Eastern Canada
Savings and Loan Company Incorporated in 1887.*° The Eastern Canada
Savings and Loan executive included S.M. Brookfield, President; J.C.
MacKintosh, Vice-President, Directors included W.A. Black, G.E. Faulkner,
M.P.P. Smith and D.E. Smith. The above were described as businessmen and
capitalists of Halifax. it was interesting to note that terms of incorporation called
for Samuel Brookfield to retain the post of President for fifteen years.
Undoubtedly this provided the leadership demanded by investors. (The financial
institution’s first Manager and Assistant Manager were J.C. Clarke and C.A.B.
Bullock, respectively.)*® Samuel Brookfield's expertise in the business
community made him one of the few men in Halifax capable of promoting a
Graving Dock and procuring the financing necessary for its construction.
When the Graving Dock was first proposed in 1875 the idea was held in
scorn because the casual observer could not see the need for such a ship repair
facility in Halifax. Wooden ships still dominated the international shipping trades,
and the owners of sailing vessels were determined to retain their influence. The
owners, officers, crew and shareholders of these vessels exerted great influence

on public opinion and were wary of any suggestion that sail would be replaced

““McAlpine's, Halifax Dartmouth City Directory (1889-1880), pp. 466-497.
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by steam. The builders of the Graving Dock, however, were preparing for a new
era; that of the steel-hulled steamship. It is hardly surprising that the scepticism
that was held by those involved in the shipping industry would be shared by the
residents of the port of Halifax and other observers of shipping activity in its
harbour. When one goes back to the "eighties" and, in the waterfront directory
of those days find but two steamers in the port of Halifax among 135 sailing
vessels of various types, it is possible to sense the point of view of the men who
argued that provision for drydocking and repairing steamships 500 feet, or more,
in length was something that could be deferred for many years without loss or
injury to the business of Halifax city and port.*

Opinion was swayed in favour of the drydock's construction, however,
when the British Navy, which based its North American squadron at Halifax,
came forward in favour of the dock's construction.*® Britain now realized she
needed the colonies’ ports. Naval technology, racing faster than ever before as
the world entered that last quarter of the nineteenth century, undermined
Britain's naval advantage at a time the British political position in the European
world was deteriorating. The steam-powered fleets of the navy depended on
coaling stations and drydocks capable of repairing their steel-hulled ships which

were loaded down with gunnery and armour plates.*®

“'Part and Provincs, September 1937, p. 14,
“ibid., April 1934, Vol. I, No. 6, p. 14,
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Plans for the Graving Dock moved forward with greater optimism following
procurement of financial help from the British Navy, the Dominion Government
and the City of Halifax in 1887.%° Private financing was not easy to secure, for
seaward enterprises as shipbuilding waned during the 1880s.%' During this
period, merchant capital was gradually removed from shipbuilding and
ownership, investéd instead in safer and less troublesome portfolios in real
estate and the service sector. Merchant ship-owners were prominent among
those who invested in social overhead capital of an export based economy: gas,
lighting, schools, transportation and communications networks, water supplies,
wharfs and other public services.? The fact that the Halifax Graving Dock
placed its major emphasis on ship repair may have enticed investors to view the
drydock as a landward enterprise. There is little doubt that, in the final analysis,
those who did invest in the Graving Dock were influenced to do so because of
the business acumen of Samuel Brookfield.

The Halifax Graving Dock Company Limited was incorporated September
1885 in Halifax, Nova Scotia, with its head office in London, England.®® On that

date the amount of authorized capital stock of the company was £160,000. This
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amount comprised 8600 preference shares and 7400 ordinary shares at £10
each. The amount of stock the company subscribed or issued in September of
1885 was £147,650 comprising 7400 preference shares and 7365 ordinary
shares.™ The Halifax Graving Dock Company secured from the British
Admiralty an annual subsidy of $10,000 for twenty years; in return the admiralty
stipulated the capacity of the drydock. The Dominion Government and the City
of Halifax also provided an annual subsidy to the Graving Dock Company of
$10,000 each, paid annually for twenty years.5® In addition to the capital stock
and subsidies, £260,000 of 5 percent debenture stock was issued during
construction.®® The Halifax Graving Dock's financial and operational affairs
were under direct control of the company's Chairman and Managing Director
Samuel M. Brookfield, who held that position from 1885 to 1920. Other officers
and directors included John W. Brookfield, John S. Evernden, Sir Clarendon
Hyde, Sir Robert Heath, Frederick V. Marriott, John A. Macdonald, Sir W. D.
Pierson, Hon. W.H. M. Pearson and W.M. Arthur Smith. All except Samuel! and
John Brookfield were from England.’

The Graving Dock, completed in 1889, is still operational and part of
Halifax Dartmouth Industries facilities in 1994. Blasted out of solid rock and

lined with ashlar and concrete, the top line length of the dock is 567 feet and the

*ibid.; Halifax_Herald, 20 September 1920, p. 12.
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floor is 549 feet. The difference of eighteen feet can be found in the sloping
landward end of the dock. The width of the drydock gate is 89 feet, with the
Inside width of the drydock being 102 feet. The depth from keel block to high
water line is 27 feet, allowing the yard to use the Graving Dock for ships drawing
less that 27 feet of water. Since ships coming into the yard for repair are
unloaded, this allows the Graving Dock to handle very large vessels.*®

The original gate of the drydock, 100 feet in length and weighing in excess
of ten tons, was built in Glasgow, Scotland, in 1888 and towed to Halifax in the
wake of a small steamer. It has been modified over the years so that today it
has little resemblance to the original gate. The gate is a steel closed vessel of
five watertight compartments which may be filled with water or air to give the
vessel weight or buoyancy causing it to sink or float as required. To withstand
the great pressure from the sea when the drydock is emptied of water, the gate
was built with a thickness of twenty-three feet. To close the drydock and keep
out the harbour water the caisson is sunk at the dock entrance, then the water
inside the dock is pumped out.*®

The technology involved in the operation of the Graving Dock has
changed little over the years. It is interesting to note the time required to empty

the drydock remains about the same in 1994 as it did in 1889; three hours for

**Houston's ian Annual Financial Revi p. 187, PANS.
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an average ship.®’ Constant pumping, however, is necessary as watertight is
a relative term and constant seepage into the dock requires the continual use of
a 12-inch suction pump driven by a 40 horse power motor. This pump is
somewhat smaller than the two 32 inch centrifugal pumps driven by 250 horse
power electric motors used to empty the drydock. In the early years, to provide
the large volume of electric power required, the company had its own power
plant. By the middle of the 1930s the power supply for the Halifax Shipyards
was supplied by the Nova Scotia Light and Power Company of Halifax from its
St. Margaret's Bay hydro-generator.

The Graving Dock was the largest facility of its kind on North America's
east coast, making it the refit center of the Atlantic. The first ship to enter the
drydock for repairs in 1889 was the "H.M.S. Canada”. This tiny 2700 ton frigate
took up only a small part of the drydock. The dock went on to repair vessels
from many countries. The United States was obliged (because of lack of
facilities on its east coast in the latter part of the 1™ century) to send its largest
battleship, “Indiana", to Halifax for repairs.®'

The Halifax Graving Dock Company consolidated its hold on the ship
repair business in Halifax Harbour by purchasing the Chebucto Marine Railway

Company Limited drydocking facilities in Dartmouth. The take-over was

®Lloyd MacKenzie of Halifax, interviewed by author, 8 October 1991, Halifax. Notes, Hallfax
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completed on 22 August 1890 for the price of $120,000 Canadian.®* The joint
facilities on the east and west sides of Halifax Harbour made the Halifax Graving
Dock Company one of the most moder.: repair facilities on North America's east
coast. Under Samuel Brookfield's guidance the company met its financial
obligations during the lean years of the 1890s and the early decades of the 20"
century, due in part to Brookfield’s understanding of corporate financing.
During construction the company issued £260,000 of 6§ percent debenture
stock. The interest on this stock fell into arrears in 1897, resulting in
restructuring of the debt. This was accomplished by using £137,700, 3 percent
cumulative first mortgage debenture stock, and £137,700 of 7 percent noi-
cumulative second mortgage debenture stock. Under Brookfield's guidance the
redemption out of profits of the first mortgage debenture stock was completed
in 1912. The second morigage debenture was paid out in 1918.°° Both
classes of debenture stock were paid from company profits. As 1917 drew to
a close shareholders looked forward to receiving dividends from their investment
after many years of waiting. This optimism came to an abrupt ending with the
Halifax Explosion of 6 December 1917 and the expropriation of the Halifax

Graving Dock and its facilities in 1918.

“2Registry of Deeds, Halifax. The Chebucto Marine Rallway Co. to The Halifax Graving Dock
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The Halifax Explosion of 1917 signalled the beginning of the end for the
Halifax Graving Dock Company.®* The explosion killed over forty of the dock's
employees and inflicted damage to the facility that contributed to its
expropriation. To use the words of F.B. Carvell, then Minister of Public Works,
in reporting to the Privy Council, "the dock was badly damaged and the repair
shops and plant connected therewith were practically destroyed."®® Samuel
Brookfield, who was Chairman and Managing Director of the Halifax Graving
Dock Company, offered to sell the dock in its damaged condition to the federal
government for $1.25 million. After two weeks of consideration, the offer was
turned down by the Canadian government. The Graving Dock Company was
undoubtedly pleased later by the government's response because the offer was
made before Brookfield knew fully the extent of the damage. When repairs were
undertaken it was found that the damage was not as great as first anticipated.
In fact, the Graving Dock was in operation two months following the explasion.
The expropriation took place three months later, the value of the dock at that
time could not be compared to the "calamity offer" of $1.26 million made
following the explosion. When the expropriation took place five months after
the explosion the dock was completely restored and in full operation. The

company felt that if the government was expropriating the dock under the War
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“ibid.

26



Measures Act it was entitled to fair compensation. Fair value, they believed,
would not be less than $3 million, a point well taken as two years later the new
owners, Halifax Shipyards Limited, traded their shares in the company for $7.25
million in BESCO shares.*

Two offers were made to purchase the Halifax Graving Dock prior to
expropriation but were refused by the company. In January 1918, shortly after
the Halifax Explosion, Joseph Norcross, Vice President and General Manager
of the Canadian Steamships Limited of Montreal, a well known Canadian
shipping company, made an offer to purchase the Graving Dock; Brookfield
declined the offer. Following an inspection of the Graving Dock property in April
1918 by a team including J. Norcross and Roy Wolvin, a second offer was made.
This offer of $1.0 million was promptly refused by the Halifax Graving Dock
Company.®® Shortly thereafter, they received notice of expropriation.

When the Graving Dock Company received word of the expropriation,
Brookfield proceeded to Ottawa and held a meeting with Mr. Carvell, Minister of
Public Works, to determine the reasons for the extraordinary action. Brookfield
found it impossible to obtain from the Minister any satisfactory statement for the
action his government had taken. Brookfield was informed that the Cabinet had
made a definite decision to expropriate the dock and that he (Mr. Carvell) would

advise a purchase price of $1.25 million. When Carvell was asked if the dock

®David Frank, "The Cape Breton Coal Industry and the Rise and Fall of the British Empire
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was being taken over under the War Measures Act he replied in the negative.
When Brookfield asked the Minister if the government was taking over the
Graving Dock thinking it could run it better than the present owners he again
answered in the negative. The Minister gave no specific reason why the
expropriation was taking place and went so far as to agree with Brookfield and
Director John H. MacDonald that he was taking over the property at the "top of
the market for the lowest price."*

As events developed it became clear that negotiations with other
companies were going on prior to expropriation. The Graving Dock Company
was well aware of the fact that other shipping people were interested in the dock.
Hon. C.C. Ballantyne, Minister of Marine and Fisheries, stated that he had not
in any way indicated to Norcross and Wolvin any particular site on the east coast
upon which the yard should be established. They had, with expert advisors,
visited Halifax and concluded that the Halifax Graving Dock site would be the
most advantageous location on the east coast to construct the four vessels
contracted to them by the federal government.”

On the twenty-fourth of June 1918, the Dominion Government took
possession of the Halifax Graving Dock property. it was immediately leased to
the Halifax Shipyards Limited for one year at $62,500 representing an interest
of 5 percent on a capital cost of $1,250,000, the shipyard company undertaking

to pay taxes and keep up the property. The lease also contained an option to
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purchase the dock for $1.25 million during the year.”' Thus it became clear
that without notification to the Graving Dock Company, the Dominion
Government had entered into discussion with a new company to combine
shipbuilding with the Graving Dock repair operation.

The manner in which the Dominion Government dealt with the Graving
Dock Company leaves open to speculation the government's motives, especially
in light of the fact that the dock owners were waiting word from the Canadian
Government with regards to establishing a shipbuilding yard of their own in
conjunction with the Halifax Graving Dock repair facilities. This would have
allowed the company to benefit from the expected investment in steel ships built
in Nova Scotia; such investment would be driven by a provincial law passed in
1801 that exempted owners of ships or shares in steel ships built and registered
in Nova Scotia from paying taxes on their investment for twenty years. This was
in addition to municipal tax concessions that would apply.”

Indignation on the part of the London shareholders at the Halifax Graving
Dock's expropriation was voiced by President Sir Clarendon G. Hyde at a
general meeting of the Halifax Graving Dock Company held in 1918 at 47
Parliament Street, Westminster, London, England. The dock was expropriated
by the Government of Canada in May, 1918 and handed over to the Halifax

Shipyards Limited in June of 1918. It was only in July of 1920, however, that the
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Exchequer Court in Canada handed down its decision in the case, determining
the compensation to be received by the Halifax Graving Dock Company for their
faciliies.”

Between 25 June 1918 and the commencement of proceedings in the
Exchequer Court, the Halifax Graving Dock Company tried unsuccessfully to
settle the matter out of court. However, the company was unable to move the
government from its position of $1.26 million plus the amount of money spent by
the company on behalf of the government for reinstatement of the dock facilities
following the explosion. This resulted in the case going before the court.

On 10 June 1920, summonses were served to Alfred M. Pike and Robert
J.R. Nelson, representatives of the Halifax Graving Dock Company and Halifax
Shipyards respectively.” Hearing of the case took place in the Exchequer
Court, commencing in Halifax 15 June 1920. The trial lasted two weeks, with
Judge Audetter presenting his judgement on the sixth of July. The Graving Dock
Company was awarded $1,394,080.17 plus interest at 5 per cent from the time
of expropriation. The final settlement was approximately $1.5 million.” This
sum was paid to the Graving Dock Company by the Canadian government.
Halifax Shipyards repaid the debt in annual instaiments and was given until 1

December 1936 to retire it.”

PANS, RG39 Vol. 162. Supreme Court Records (4 June 1919 to 31 January 1921) p. 35;
Halifax_Herald, 20 September 1820, p. 12.

PANS, RG39 Vol. 162. Supreme Court Records (4 June 1919 to 31 January 1921), p. 35.
"SHalifax Herald, 20 September 1920, p. 12,
"Houston's Canadian Annual Financial Review, 1922, p. 187, PANS.
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Conclusion

The Halifax Graving Dock Company undertook the construction of the
Graving Dock in 1886. This facility, completed in 1889, was operated by the
Graving Dock Company until it was expropriated in 1918, Why the company
was not given the opportunity by the Dominion Government to construct a
shipbuilding facility to be operated with its ship repair facility in Halifax is difficult
to understand. My research reveals that the Halifax Graving Dock Company, at
the time of the expropriation in 1918, was virtually debt free. In addition, the
company's technology was in the forefront of the industry and its employees
displayed considerable expertise in the repair of steel-hulled steamships.

The manner in which the Dominion Government undertook the
expropriation leaves its motives open to question. Expropriation took place
following two unsuccessful offers by Norcross and Wolvin to purchase the
Graving Dock. The dock was then sold by the Canadian government to Halifax
Shipyards Limited for $1.25 million. This facility formed a large part of the value
of the Halifax Shipyards Limited assets deeded to the British Empire Steel
Corporation for $7.256 million in BESCO shares. Shortly following this merger,
Norcross sold his shares and left Nova Scotia. In four years he made a far
greater return on his investment than Halifax Graving Dock shareholders had
made in thirty years.

Many questions remain unanswered. Had the Dominion Government

been negotiating with Joseph Norcross and Roy Wolvin prior to the Halifax
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explosion of 1917?"" Was there some commitment made by Norcross and
Wolvin, prior to expropriation, to combine Nova Scotia's steel industry and
shipbuilding? Or was the Canadian government simply removing any British
influence from the Canadian shipbuilding program? If answers to the above
questions are in the affirmative, the Dominion of Canada would have enabled a
new company to profit at the expense of an established company doing business
in the province for thirty years. On the other hand, it would have been
understandable if the Dominion Government had stated it wanted to invest in a
Canadian company, or a company that it felt could do a better job in the ship
construction field than the British-backed Halifax Graving Dock Company.
Whatever the case, the expropriation ushered in a new era of shipbuilding under
the direction of the Halifax Shipyards Limited. For the next sixty years no other
single business enterprise matched its importance, both economically and

socially, in the Halifax/Dartmouth area.

"The 1807-1808 Annual Report for the City of Halifax describes, on page 32, talks between
the City of Halifax and prominent shipping people on the Great Lakes to establish steel

shipbuilding in Halifax.
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C - Chasman, D - Direclor, M - Superintendent, MD - Managing Director, P - President, S - Secretary, S/T - Secretary Treasurer

Comvzded by Vicior L Settie fiom Hotchinson Business Directory of Joint Siock Companies, 1863, PANS; McAlpine's,
Halfax/Dartmouth Cily Directories, 1874 through 1878, 1883 through 1890, PANS.















































































































































































































































































































































































































