\‘\‘\“\x"‘-‘ AN

TWO MEN AT THE HELM

_The First 100 Years of Crowley Maritime Corporation
1892-1992




TWO MEN AT THE HELM

The First 100 Years of Crowley Maritime Corporation
1892-1992







TWO MEN AT THE HELM

The First 100 Years of Crowley Maritime Corporation - 1892-1992

This company history is based on the recollections of Thomas

Bannon Crowley Sr., Chairman of the Board and Chief Executive

Officer, and other long-time employees of Crowley Maritime

Corporation. All quotations cited in the text are from interviews

with, or other recorded statements made by, Mr. Crowley
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DEDICATION

More than 5,000 men and women are currently employed by
Crowley Maritime Corporation and its operating subsidiaries. These
individuals contribute to the success of the organization on a day-to-
day basis aboard vessels, in office settings, in terminals and warehouses,
in the sales field, and in stevedoring and trucking capacities. These
5,000 were preceded by thousands more, without whom the company
could not have become what it is today.

This history of Crowley Maritime Corporation emphasizes the story
of the company's evolution rather than the many personalities in-
volved, because even though specific individuals deserve recognition
for specific achievements, it really took all of us, working together, to
accomplish this remarkable history.

My father and [ are not alone in having given our lifework to this
company. A great many employees have made lifetime careers of serv-
ing Crowley Maritime and its customers, and we have been fortunate
in our ability to attract as employees the best the industry has to offer.

This book is dedicated to the employees of Crowley Maritime Cor-
poration— from “Durch” Albert, the company's first employee, to our
present personnel—in acknowledgement of and with sincere apprecia-

tion for their loyalty, initiative, perseverance, dedication, and spirit.

Frne b Uty 5.

Thomas B. Crowley Sr.
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FOREWORD

Crowley Maritime Corporation is the third largest U.S.-flag marine
transportation company, the leading container carrier to Latin
America and the Caribbean Basin, and the world’s largest tug and
barge operator.

Founded in 1892 with a single $80 Whitehall rowboat, the company
currently operates a fleet numbering over 400 vessels, and annual
revenues run in excess of $1 billion. Crowley provides scheduled liner
services to offshore domestic and international markets, contract
transportation anywhere in the world, tug and harbor services,
petroleum transportation and distribution, passenger services,
environmental protection, and emergency response. It is one of the
most diversified maritime companies in the world.

Today Crowley Maritime Corporation, headquartered in Oakland,
California, is the holding company and sole shareholder of two major

operating units: Crowley American Transport, Inc., providing



international liner services throughout the Americas with
management offices in Jacksonville, Florida, and Crowley Marine
Services, Inc., which provides worldwide contract and specialized
marine transportation services, with management offices in
Seattle, Washington.

In its 100 years of growth and evolution, Crowley Maritime
Corporation has been headed by only two Chief Executive
Officers: Thomas Crowley, the founder, and Thomas Bannon
Crowley Sr., the founder’s son. Both generations of leadership
have been marked by an entrepreneurial zeal for seeking out
opportunities and by an extraordinary ability to recognize and
pursue them, once found. Two Men at the Helm recounts the
development of the business under their direction, the
evolution of what must, by any measure, be considered a

great American success story.



In the late 18005, Whitchall «f 7
boatmen rowed out to ships
anchored in San Francisco Bay
L] ‘

Gate to meet ships coming in,
and negotiated with vessel captains
to provide taxi services and
delivery of goods. Here, two
Whitehalls have “hooked on”
behind a British ship, which is
herself under tow. A third
Whitehall is alongside the ship.

or sailed beyond the Golden b
¢
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“All his life, every
dollar my father ever made
he plowed back into the
business. Thats the story
of my life, too. Some people
call that being a misex; some
people call that saving, some
people call it reinvesting in
the business—it all depends
on how you look at it.”

Thomas Crowley's approach to business
was already set when he launched his first
company in 1892. He was seventeen years
old and had saved $80, with which he
bought a second-hand Whitehall boat
and entered the competitive boatman
business on San Francisco Bay.

Whitehalls were
18-ft. rowboats
named for the street
in New York City
on which they were
first made. At four
feet, eight inches
wide, Whitehalls
could be rowed by
two boatmen but
were often rowed by
just one. Sometimes
one man rowed
while the other
bailed water. Most
of the Whitehalls
had sails that came
in handy when
there was a tail-
wind. The boatmen
who rowed them
transported not only
groceries and miscel-
laneous supplies, but
also vessel captains
and crews, and any-
one else who re-
quired transporta-
tion on the Bay.

Abave, the company's founder
at the beginning of his long career.
San Franeinen Marivime Museum

Above right, Whitehall boats
under sail during annual Fourth
of July races on the Bay

Preceding page: Oliver collection, San
Franchio Maritime Natlonal Historleal Park

Near the end of
the 1800s, Whitehalls abounded on San
Francisco waters. They were sent out to the
ships on behalf of sailors’ boarding houses,
stevedoring companies, ship chandlers,
butchers and produce markets, customs offi-
cials, police, doctors, and others who had
business to conduct with the caprains. Busi-
nesses either had their own Whitehalls and

employed boatboys to run them, or they
hired an independent boatman who owned
his own Whitehall.

Anchored in the Bay, the ships included
foreign and American square-riggers, whal-
ing ships, tall ships, clippers, two-masted
schooners, and the new steamers. The
Whitehall boatman who was first to reach
the anchored ship and open negotiations
typically won the right to provide service for
the vessel and its captain for as long as the
ship remained in port.

Tom Crowley learned what it took to be
the first boatman to reach the incoming
ships and how to bargain with the captains.

Down among the wooden huts on the
bulkhead of the Vallejo Street Wharf, across
the dock from the offices of the Red Stack
tugs, Tom found a shack where he could set
up his headquarters. He ate and slept at the
shack, so that no time was wasted when
word came that a ship was due to arrive.

Even at that, sleep time was down time.
He began to think about hiring an assistant
so that his business would be ready whenever
a boatman was needed. “Dutch” Albert
came aboard as Tom's first employee.
Dutch'’s job entailed living at the Vallejo
Street quarters, always on-call, and waking
up at any time of the night to row a captain
from shore back to his ship. With Dutch

San Francisco Mantime Maseum



full-time on the waterfront, Tom acquired a
second boat, which he often hooked on be-
hind a departing vessel and rode out to the
Heads, at the entrance of the Bay, to meet
incoming ships and solicit their business be-
fore other boatmen had even left the dock.
Hooking on to departing ships was one of
the few ways a boatman could spare his arms
and back. Tom carried in his boar an iron
hook some twelve feet long with an eye on
the end where he would attach a rope some
twenty-five fathoms (150 feet) in length. Af-
ter hooking on to a ship as far aft as possible,
he would play out the rope until his boat
rode comfortably in the wake. When the

ship reached the Golden Gate, a flip of the
|ll‘u' Wi \lllL] T'L'l(_".l\L' l[h' hl. mk

The iron hook was not always necessary
to the ride. Tom’s quarters on the Vallejo
Street Wharf had put him in close proxim-
ity to crews of the Red Stack tugs. Some-
times these crewmen would let the
Whitehall boatman throw a line, which
they would tie around a bitt in order to tow
the boat as far as Tom wished to go. Some-
times he hitched along as far as the Farallon
[slands, twenty-five miles offshore. The
Two oarsmen in @ Whitehall boat

run a line to the dock for a ship
calling at San Francisco

tugs themselves were seeking business
with incoming ships that would require tug
assistance in the harbor. Crowley Maritin
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Once positioned out near the entrance to
the Bay, Tom would discuss business with as
many ship captains and stewards as possible
before heading back to San Francisco to be-
gin filling orders. Some days as many as
twenty ships arrived in port, and every one
of them required the first day’s supply of gro-
ceries. A typical order was fifty pounds of
meat, two sacks of potatoes, and a few bags
of vegetables.

By continuously putting his earnings back
into the business, Tom soon had three
Whitehalls, serving the San Francisco ship
traffic twenty-four hours a day. He employed
his two younger half-brothers to help run the
boats and, in the

“My father had been
mto Whitehall boats

since he was old enough to
get in a boat, I guess
about 1887 or so, up until
1898 when he built his
first gasoline-powered
boat, Jenny C.”

mid-1890s, incorpo-
rated his business
under the name
Thomas Crowley
and Brothers.

Tom found addi-
tional quarters at
Meiggs Wharf,
where the Marine
Exchange was lo-
cated, so he could
be one of the first
to hear of incoming
ships. Many years
later, Fisherman's
Wharf would be
built in this vicin-

ity. Not much more

than a shack, Tom's Meiggs Wharf facility
also had bunks so that he or his men could
sleep there and be ready to jump into a boat
immediately when word was telegraphed
to the Marine Exchange that a ship was
arriving. Of course, Tom was not the only
Whitehall boatman who had the idea of
keeping close to Meiggs Wharf. Competi-
tion was lively and not always friendly.
Whoever was not quick to reach his boat
sometimes found that his oars had been
thrown overboard.

Tom avoided this problem by rowing out
with the tide, sometimes before five in the

morning, hooking onto steamers or schoo-
ners to get his boat around Fort Point, then
waiting near the Golden Gate for incoming
ships.

He continued to keep Whitehall boats at
the Vallejo Street Wharf. With the permis-
sion of the Harbor Commission, Tom built a
two-story building on the Wharf, and put in
bunks on the upper floor so that his growing
staff could be available around the clock. His
boats and his men were busy, but Tom had
his mind on the next step: how to acquire a
gasoline-powered launch. The Klondike
Gold Rush was to provide the answer.



There’s gold in them thar furs

When gold was discovered in the west-
central Yukon in 1896, prospectors rushed
from the eastern states to San Francisco to
catch a vessel northbound to Alaska. Tom
Crowley had observed that crews on whaling
ships returning from Alaska had little wish to
keep their heavy Arctic clothing and were
happy to collect money for it as soon as they
reached the warm California climate.

The heavy garments included boots, coats,
hoods, and leggings, all made of hides and

furs—just what the gold prospectors needed

to protect them against the bitter-cold

Alaskan winters. Tom began buying as

much of them as he could. His competition

for the fur garments were two retailers, who

sold off the clothing to gold miners as

quickly as they bought it, but Tom was in .

the business of marine transportation, not Fabaopeidior i et
retailing, so he warehoused his growing in- \!‘;ff‘,’,{Jb}fh!i’;ﬂf':‘,'j.“’l'l,‘j",',\' e
ventory, continually buying more and look- @ East Street in late 1906

- - J}l IL’A{'AJ ”1':“’}‘\ are se ["‘Ll;
ing for a buyer who would purchase all he Crowley launches

.
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had amassed in one transaction.

When the buyer was found and the deal
was made, Tom collected a profit of some
$900, which he used for a down payment to-
ward a 36-ft. motor launch to be built by
John Twigg & Sons. He called his first gaso-
line-powered launch Jenny C. Total cost of
the vessel was approximately $1,800.

The Jenny C.’s engine was built by the
Hercules Engine Company on Bay Street in
San Francisco. Gasoline engines were the
new technology, so new that the power of
them took getting used to, and the servicing
of them was an industry not yet created.
Whenever problems arose, Hercules would
send a mechanic at the exorbitant rate of
sixty cents per hour. As automobiles began to
gain acceptance in the early 1900s, the tech-
nology of gasoline-powered engines would
improve for maritime uses as well.

Dutch Albert was often called on to take
the Jenny C. to the Oakland Long Wharf
with ship stores for the colliers (coal ships)
coming in from British Columbia. One day a
thirteen-year-old boy named Willie Figari
asked if he could go along for the ride. Soon
Figari was making the trip on a regular basis,
and learning how to operate the boat.

The young Crowley company, like the na-
tion overall, found the tum of the century to

O N E

be a time abounding with a sense that there
were opportunities to be seized if one worked
hard and had the dedication to be the fastest
and the best. In 1900 the population of the
state of California had not yet reached
1,500,000. Fewer than two percent of the
households in the United States had a tele-
phone. The paved highways of the nation
amounted to fewer than 150 miles, but then
there were only 8,000 registered cars and no
trucks or buses. For Tom Crowley, now in his
mid-twenties, the new century represented a
lot of progress to be made. He added a second
gasoline-powered launch, a 45-ft. vessel called
the Crowley, then a third, the Spy, a 28-ft.
boat with a nine-h.p. engine. Tom Crowley
offered the job of running the Spy to Willie
Figari, who not only accepted the job but
continued to work for the Crowley organiza-
tion for sixty-three years.

In his first decade of business, Thomas
Crowley had established the philosophy and
day-to-day business practices that would
enable his young company to grow into a
leader in the maritime industry. The hall-
marks of that philosophy included putting
earnings back into the business; constantly
seeking improvements in equipment and
methodology; and attracting loyal, capable,

hard-working employees.

Meiggs Wharf, pictured m 1865.
Tom Crowley found additic
quarters for his Whitehall business

here in the mid-1890s.

Virgmia Escher collection



Tom Crowley aboard the 45-ft.,
gsoline-powered launch Crowley
which carried passengers and
cargoes on the Bay

Virginta Exher

m Crowley, standing left,
clarifies instructions to an emple
ar the Vallejo Street Wharf,
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San Francisco Maritime Muscum

HISTORICAL PERSPECTIVE

1892 A German engineer named Rudolf Diesel patented an oil-
burning internal-combustion engine which would eventually
become prominent in maritime applications.

1896  The discovery of gold in Alaska's Yukon region sparked the
Klondike Gold Rush.

1898  Theodore Roosevelt led a cavalry regiment, The Rough Riders,
in the four-month-long Spanish-American War in Cuba.

1900  The total mileage of rails in the U.S. had increased to nearly
200,000.

1901  U.S. President William McKinley was assassinated six months af-
ter his inauguration; Theodore Roosevelt became President.

Young Tom Crowley
rows a Whitchall boat
after business in the Bay

Thomas Bannon was bom in San Francisco to Irish immigrant parents on
December 5, 1875. His father, a Whitehall boatman, died of tuberculosis
when Tom was sixteen months old. When David Crowley, a fellow member
of the Irish immigrant community who made his living with Whitehall boats,
married the young widow and adopted her two children, Tom was renamed
Thomas Crowley.

In 1890, when he was fifteen, Tom Crowley quit school and went to work
as a boatboy rowing a Whitehall for Wilson's Sailors’ Boarding House. He
was paid five dollars per week to transport sailors and the boarding house
runner to and from ships in San Francisco Bay.




Ships offload at the Howard Streé
Wharf m 1907 Crowley’s launch
and tug business was headquartered
on East Street, at the west end
of the Howard Street Whan.
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“There is a great distinction
mmy opimion m service
industries as distinguished
from manufacturing
industries. Some people are
natural putterers and makers
of things and other people are
natural doers of things. My
father was a natural doer
of things. . .[He] had always
been in the business of
giing services to people
—fumnishing a launch
service, a tugboat service, or
something of that nature.”

Clnnery workers are transported
aboard the ;:ruuhm'-lmu ered
laynch Crowley Nou 5 from shore
to a ship bownd for Alaska

eveding pager San Francisco Muritime Nutional Histarical Park

Enlarging the launch fleet

The improvement in business brought
about by the gasoline-powered launches was
a great deal more than simply a matter of
saving the arms and backs of the oarsmen.
The launches were faster, not so dependent
on the winds and tides, and much bigger.

While the Whitehall business had meant

transporting a
single ship’s captain
at a time, the
launches could pick
up a dozen caprains
and bring them all
ashore at once.

A gas-launch op-
erator was called a
“gas skinner.”

The crew aboard a
launch was typically
one or two men,
the same as for the
operation of a
Whitehall boat,
so the increased
efficiency of the
launch did not
come at the ex-
pense of increased
manpower aboard
the boat.

Tom Crowley
continued to build
new, or buy used,

gasoline launches, expanding both the fleet
and the types of work his company could
perform in the Bay. In the first decade of the
new century, the company’s gas launches in-
cluded the Jenny C., Crowley, Spy, Scout,
Chief, Comet, and Meteor. When a former
Whitehall competitor built a wooden-hull
gas launch named the William C., Tom kept
an eye on the vessel until the owner was
ready to sell, and it, too, became part of the
growing Crowley fleet. By this time, the
company also owned and operated small
barges, no larger than what the gas launches
could handle, for use in transporting steel to
Oakland and barrels of oil, ice, and other
supplies in large loads of stores to ships an-
chored in the Bay. Barges owned by the
company in the early years could carry 300
to 400 tons.

One of the first jobs found for the 45-ft.
launch Crowley was transporting bundles of
newspapers—the early morning edition of
the Examiner—from San Francisco to Oak-
land. The job called for picking up the newly
printed papers at three o'clock in the momn-
ing, taking them across the Bay, and deliver-
ing the bundles to the appropriate docks,
where one-horse wagons waited to pick up
the papers for delivery ashore.

On March 8, 1906, Tom incorporated his
operations under the name Crowley Launch
and Tugboat Company. Stockholders were
Thomas Crowley and his two half-brothers.
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San Francisco earthquake of 1906

It was about five o'clock on Good Friday
morning, April 18, 1906, when the great
carthquake struck San Francisco. After the
Richter scale was devised in 1935, scientists
calculated that the magnitude of the quake
must have reached 8.0 or higher. Fires erupt-
ed almost immediately, many of them caused
by the lighting of cooking fires in households
where the chimneys had been damaged or
le‘HIE'H\-’L‘L[. The fires lasted three d;]\‘h and
claimed the lives of five hundred people.

Ferry boat services were halted; passenger
steamers remained at anchor in the Bay.
Tom Crowley's launches undertook continu-
ous runs back and forth across the Bay, trans-
porting people and belongings out of San
Francisco. Most were taken to Oakland,
though some passengers were carried to the

anchored steamers and put aboard until it

Vallejo Streee Wharf, early 1906

A Crowley Lavnch and Tugboat
L Imxmy -‘wn[r Is [u‘.l np m l"ruur
of Crowley’s two-story boathouse
Down the swharf is the office of Ship-
oumers and Merchants Tugboat
Company (8. O. & M.), operators
of the Red Stack fleet

was safe to return to shore. On one occa-
sion, the company accommodated a boat-
load of people bound for Sausalito, but ev-
ery effort was made to confine the shuttle to
Oakland in order to make the most efficient
use of the equipment. When the passenger i M i
volume became more than the launches
could handle, Tom Crowley brought in
300-ft. grain barges, put them alongside the
dock, and allowed people to load their sal-
vaged belongings for transport to Oakland.

[t wasn't only quake refugees who turned
to the Crowley company in the emergency;
bankers, too, were looking for a safe place to
store assets until order was restored to the
city. One Crowley vessel stood out in the
Bay for the duration of the crisis with its
hold full of the cash and securities of the
banks of San Francisco,



The Crowley No. 7 tows a
California Lighterage
Company scow schooner

Sun Francisco Mantime Museum

Expanding into scows and tugboats

The Crowley company’s gasoline-powered
launches were frequently called to tow scow
schooners. Scows are flat-bottomed boats
with square bows and sterns that, during the
early 1900s, were used primarily to transport
dry-bulk materials such as hay, grain, lumber,
sand, nitrates, and coal. Scows equipped
with masts to support sails and rigging are
known as scow schooners. In those days,
barges were not yet prevalent, but scow
schooners were as numerous on the Bay
as Whitehalls were before the advent of
gasoline launches.

Though scow schooners could set sail and
often maneuvered by means of their sails on
the Sacramento and San Joaquin rivers,
their activities on San Francisco Bay usually
necessitated towing, due to their heavy
loads and the prevailing currents.

The largest scow schooners on the Bay were
owned by the Piper-Aden-Goodall Company
(subsequently the Piper-Aden Company),
and all were equipped with steam “donkey”
engines on the aft deck to aid in loading and
discharging the heavy cargoes.

When Tom Crowley was approached
about buying Piper-Aden, he recognized the
opportunity as the next logical step in his
company's evolution. With the acquisition,
he renamed the scow schooner operation
California Lighterage Company and contin-
ued to provide the same services previously
offered by Piper-Aden. A routine project was
the transportation of nitrate, discharged
from ships in-bound from South America, to
the Hercules Powder Company in Pinole.
Crowley assigned several scows to each
shipload in order to ensure a quick turn-
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around for the ship. California Lighterage
Company also handled the coal for the gov-
ernment stations and many Bay Area indus-
tries, who used it as fuel for various steam-
power requirements.

Among the twelve scows acquired by Tom
Crowley in the purchase of Piper-Aden was
the Mono, the biggest scow ever operated on
San Francisco Bay. Other scows in the fleet
were the Annie Aden, Carrier Dove, Georaia
Woods, and Pinole.

By now, Tom Crowley was recognized as
an expert in the most efficient ways to
handle and transport marine cargoes. W.R.
Grace and Company, with whom the
Crowley company had already done a lot of
business, asked Tom to travel to South
America, observe the methods used to
lighter nitrate and guano from the numerous

island and shoreside sites in Chile and Peru =~ ©Onlookers find an afternoon’s
entertainment in the raising of the

to ships anchored offshore, and recommend  Black Stack g Defiance by Smith-
Rice Company m 1907. Tom

a faster system. Tom accepted the assign- Crowley later came to oun the tug

) ~ and enter into re with
ment and on his return to the U.S. West e e
Coast, he ordered construction of 28-t., Virginia Excher callerion

gasoline-powered boats with 12- to 14-h.p.
engines. Once delivered, these vessels suc-
ceeded in hastening the fertilizer-lighterage
operations, and led to many subsequent re-
quests from W.R. Grace concerning addi-
tions to the Grace fleet.

Several years of working day-in and day-
out across the Vallejo Street Wharf from
the Red Stack tugs had given Tom Crowley
ample opportunity to observe tug opera-
tions. He had also ridden the tugs, eaten
meals with crews in the tug galleys, and
learned the names and uses of tug fixtures
and equipment. Many times he and the Red



Stacks had jointly sought out ship captains,

with Tom offering transportation of person-
nel and stores, and the Red Stacks negotiat-
ng to prm'idc fug services in the port of San
Francisco. There was little surprise, then,

in Tom's decision to acquire tugs of his own
and enter into competition with Shipown-

ers and Merchants Tugboat Company,

“The furst large steam tug
that the Crowley Lavnch
and Tugboat Company had
was the H.H. Buhne,
which was bult in 1863 by
one of the early settlers of
Evreka in Humboldt Bay.
She was used up there for
years towing sailing ships.
My father bought her in
about 1908. The second
steam tug was the Priscilla.
These were wooden tugs
with Scotch boilers and a
compound reciprocating,
condensing steam engine.”

The kuonch Crowley No. 2 delivers
Irums of oil for a dredger working
to veclaim the marshlands of the

Delta district, ca. 1912

Crowley Murntime collection

operators of the
Red Stack tugs.

The first tug own-
ed by Tom Crowley
was the steam-power-
ed H.H. Buhne, pur-
chased from the
Buhne Company in

Eureka, California. Eventually a second
steam tug, the Priscilla, was also acquired.

The impetus behind the purchase of the
H.H. Buhne was a contract Tom had won to
tow barges loaded with rock for the building
of a breakwater for the Key Route Pier, near
the site of the present-day Bay Bridge. The
tug was eventually renamed Sea Wolf.

Crowley Launch and Tugboat Company
now had a diverse fleet of gasoline-powered
launches, barges, scow schooners, and gaso-
line- and steam-powered tugboats. With
this commercial armada at his command,
Tom Crowley adopted a proud motto for his
company: “Anything, Anywhere, Anytime,
On Water.”




By 1910, the Oakland estwary
was lined with ladd-up ship
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Maintaining the fleet
By the end of Tom Crowley's second de- belonging to the City of Oakland, and built a

cade of operations on San Francisco Bay, his ~ marine railway, a dock, and a woodworking
fleet had grown to such an extent that main-  mill for the maintenance of wooden hulls.

tenance and repair could more prudently be The new facility was named Crowley
managed within the company rather thanby ~ Shipyard and was intended to provide serv-
contracting the work to outside shipyards. ices exclusively on company vessels, a situa-
Accordingly, Crowley Launch and Tugboat  tion which soon changed as the country
obtained a long-term lease on property became embroiled in World War 1.

“In 1912, the
Crowley Launch
and Tugboat Company
leased a piece of
property over
in Brooklyn Basin
in Oakland and built
a small shipryard for
dry-docking, cleaning,
painting, and repairing
the tugs and barges
of Crowley Lavnch and

Tugboat Company.”

The tughoat Crowley No, 16
towed barges, scows, and
schooners en San Francisco Bay

Crowley Magitinie collection



1903

1904

1906

1909

1911-12

HISTORICAL PERSPECTIVE

The Wright brothers flew the first powered, controlled airplane
at Kitty Hawk, North Carolina.

Construction began on the 51-mile-long canal across the isthmus
of Panama, connecting the Atlantic and Pacific oceans.

The San Francisco earthquake and fire lasted three days and
devastated the young city.

American explorers Robert E. Peary and Matthew Henson
reached the North Pole. William Howard Taft was inaugurated
as President of the U.S.

The motion picture business took over the quiet country town of
Hollywood, California.

Thomas Crowley,
- abowut age thirty,

Though his interest in boats was in eaming a living, not sport, Tom Crowley
sailed a Whitehall in the annual Fourth of July Whitehall races, winning the
event for the first time in 1904.

As the 1906 fires spread toward Thomas Crowley's oun home, he transported
his family to Oakland and returmed alone to save what fuemiture he could. As he
was loading the furniture onto a lavnch, a fifteen-year-old boy named William
McGillivray happened by the waterfront. Tom Crowley asked the boy for a
hand. Within a few days, McGillivray had a regular job with the company,
which continued until his retirement at the end of 1970.

Thomas Crowley married Louise Gade in 1910. Four children were born to
the couple: three daughters (Virginia Escher, Constance Bowles, and Jane

Koven), and one son, Thomas Barmon Crowley

\
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“My father was
always in the passenger
transportation business,

hauling people out to ships
in the stream. In 1915 he
built a couple of double-
deck passenger boats,
which he called the
double-deckers, for taking
bay excursionists out from
the Panama Pacific
International Exposition
down on the Marina.. He
operated those passenger
boats through the '30s.”

CH A PTER
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World Exposition brings new opportunities

In 1913, San Francisco city officials began
making plans for the Panama Pacific Interna-
tional Exposition, a World’s Fair to celebrate
the construction and opening of the Panama
Canal. The proposed site was a 635-acre area
called Harbor View that would require exten-
sive filling and develop-
ment. The resulting fair-
grounds would become
known as the Marina.

First a bulkhead was
built to define the boun-
daries of the site and
protect the construc-
tion, then dredges were
brought in to pump and
fill. Throughout 1914,
Crowley Launch and
Tugboat Company
dedicated equipment
and personnel to the
project, transporting
sand, gravel, lumber,
and other building ma-
terials, equipment, and
supplies. The red rock
used to build the fair-
ground roads was trans-
ported by Crowley
barges across the Bay
from Fort Baker and
nearby sites.

To help complete this
project as well as others
in the Bay, Crowley
Launch and Tugboat

acquired several small

Preceding pagge: Crowley Maritime collection

derrick barges, outfitted with A-frames and
booms for lifting cargo onto and off lighters.
During the First World War, the company
built and added to its fleet a large heavy-lift
derrick barge, the Crowley No. 3, which
could perform 100-ton lifts.

By the time the Exposition opened in 1915,
Tom Crowley had acquired a concession that
gave him an exclusive right to transport

passengers between the yacht harbor and the
U.S. battleship Oregon, which was anchored
out in the Bay and was available for tours at
designated hours. The battleship had taken
part in the defeat of the Spanish fleet in Cuba
during the Spanish-American War. In addi-
tion, tours of the Bay were available for tourists
visiting San Francisco for the Exposition. Two
double-deck boats, Crowley No. 17 and Crowley
No. 18, were built specifically for the Exposi-
tion. Each of the 38-ton passenger launches
carried 250 passengers. They were later con-
verted in 1942 and 1943 to diesel-powered
tugboats with 400-h.p. Enterprise engines.

In all, approximately 19 million people
attended the Exposition, which cost $50 mil-
lion to mount and featured 80,000 exhibitors.

When the Panama Pacific International
Exposition closed, Tom Crowley began using
his double-deck excursion boats to carry pas-
sengets to Paradise Park, formerly known as
El Campo Amusement Park and as California
City, at Paradise Cove in Marin County. Tom
Crowley purchased the 128-acre park, and for
many years Crowley vessels were the only
means of access except for those people who
owned their own yachts. The park offered a
dance pavilion, restaurant, and bar operated
under the direction of Ernest Tanner. The
Paradise Cove enterprise continued success-
fully until automobiles became the common
means of transportation, supported by a net-
work of roadways, and the water link was no
longer a viable operation for the company.

In 1917, Tom Crowley took his passenger-
services expertise to Nevada, where the govern-
ment was about to open a reservation to mining
prospectors. The short-term venture involved
relocating a launch from San Francisco by rail-
car for use in transporting prospectors back and
forth across the eight-mile Walker Lake. When
the rush of prospecting activity settled down,
Tom Crowley sold the launch at Walker Lake
and tumed all of his attention back to the
Coast, where maritime activity was at record
levels due to wartime shipping needs.
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The Crowley No. |8 was one of nwo double-deck,
250-passenger excursion vessels buile for service during
g the Panama Pacific International Exposition m 1915
(Photograph taken during the Golden Gate [nternational
Exposition in 1939.)
wicled with passengers the gt rowley ) » was
v wsed o tow seow schoomers and barp the Bay
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World War 1

In the span of four years, from 1914 to
1918, the First World War exploded from a
single shot in Austria-Hungary to an em-
broilment involving twenty-eight nations
and encompassing nine-tenths of the entire
world population. From the beginning, the
war sharply increased ship traffic and the
need for vessels to transport goods. Vessel
owners sought more and more hulls to meet
the demand, searching out laid-up or aban-
doned vessels and even looking underwater
for hulls that might be rerurned to service.

The laid-up coal barge City of Panama,
which had formerly been a steamer owned
by Pacific Mail, had sunk in the Oakland
estuary some years before the war. When

ships were needed to carry coal oil to Austra-
lia, Tom Crowley raised the vessel, repaired
her, and made a five-masted schooner of her.
Renamed Crowley, the vessel completed nu-
merous voyages to Australia, carrying some
54,000 cases of coal oil per voyage south-
bound. Each wooden case contained two
five-gallon cans of kerosene or gasoline. On
the northbound trip, the vessel transported
coal or other commodities to South America
before returning to San Francisco. Some four
years after her resurrection, the Crowley at-
tracted the attention of a maritime operation
in Argentina; negotiations were entered into
and the schooner was sold.

The second ship acquired specifically for
Australia-bound cargoes was the Olympic,
which was the only rig of its kind ever made.
A four-masted barkentine built on the At-
lantic Coast, the vessel had two masts for-
ward and two masts aft. Tom Crowley pur-
chased the ship and used her for many years
not only to and from Australia, but also to
carry lumber on the West Coast. The
Olympic was eventually sold for use as a
fishing vessel off Southern California.

Once more in Oakland, Tom Crowley
found a beached whaler with a hold full of
water. The John N. Winthrop was in water
over her decks, but the hull was in good
shape. The vessel was raised and made into a
three-masted schooner for transporting freight
to Australia and the South Sea Islands.

In the Bay Area, Crowley Launch and
Tugboat kept pace with the increase in traf-
fic caused by war-related cargoes, supplying
coal, groceries, and other goods to battle-
ships and cargo vessels coming in to port,
while at the same time vying for towing
and ship assist work.

At this point, Tom Crowley entered into a
partnership with a fellow vessel owner, An-
drew Mahoney, to operate ships between the
U.S. West Coast and Australia and South
America, as well as in U.S. coastwise move-
ments. Both continued separate businesses



Sea Queen was an early
Shipowners and Merchants
Tughoat Company tug
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Barge Crowley No. 56
loaded with Scotch boilers
bearing the Crowley slogan
Anything, Anytime
Anywhere, On Water
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The Relief and Alert, two Black
Stack twgs, assist the Matson
ship Sonoma, ca, 1902

San Francisco Maririme Museum

with fleets of their own in addition to the
joint steamer operations.

The first vessels bought by the partnership
were two steam schooners originally built in
Oakland and operated in France. The Sophie
Christenson and Hanify were purchased from
their French owners and delivered to New
York, where Tom Crowley received them.
For the first leg of the voyage home, he
chartered the vessels to carry cargo from
New York to a southem U.S. port. On arriv-
ing on the West Coast, the vessels were re-
named Jane Nettleton and Thomas Crowley
for use in coastwise operations.

The partnership between Tom Crowley
and Andrew Mahoney continued for several
years. Among the vessels purchased and op-
erated jointly by the partners were three steel

ships bought from W.R. Grace and Company
in New Orleans. The Columbia, Santa Inez,
and Santa Rita were placed in service
transporting lumber on the West Coast.

A competitor for steam schooner business
on the West Coast was North Pacific
Steamship Company, owned by Charles P.
Doe. The company transported coal and
passengers, calling at San Francisco, Eureka,
Portland, and Seattle. Crowley and Mahoney
purchased the company and continued to
operate its passenger vessels, F.A. Kilbume
and Breakwater, on the same routes. The
larger vessel, George W. Elder, was charter-
ed by the new owners to W.R. Grace and
Company for operations between New
Orleans and Panama.
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Acquiring the Red Stack tugs

From his earliest days as a Whitehall boat-
man, Tom Crowley had worked across the
Vallejo Street Wharf from the Red Stack
tugs. He had visited aboard them, learned all
there was to know about operating them,
and even entered into competition with
them with tugs of his own. In his third de-
cade of business, he became the General
Manager of the Red Stacks.

Named for the color of their smokestacks,
the Red Stack tugs were operated by Ship-

Sherman Antitrust Act, making monopo-
listic business practices illegal.

In July 1882, the new company sent out
specifications to several boatbuilders for a
wooden steam tug, and in August of the
same year, d contract was ll\-\’}l['\_lL‘LI [O
Hinckley, Spires and Hayes for the building
of the first Red Stack tug, Sea Witch. At
about the same time, construction of the
second tug, Sea King, was begun.

Soon after Shipowners and Merchants be-

Four Red Stack tugs: Liberty
Sea Prince, Sea Witch, and Sea
Queen, ca. 19]2

gan operations in 1883, tug rates lowered to a

owners and Merchants Tugboat Company, a
corporation established in 1882 by a group of
vessel owners and others dependent on tug
service in San Francisco Bay. The group was
led by William Babcock, who was named

more reasonable level, and Captain Griffith
sold out and left the business. However, new
competition had already developed for the
Red Stacks: the Black Stacks, owned by
John D. Spreckels and Brothers, had taken

up headquarters on Pacific Street, a couple of

President of the new corporation.

The syndicate formed the company for
their economic protection, with a goal of blocks away, and begun providing services
on San Francisco Bay.

Each of the two fleets, the Red Stacks and
the Black Stacks, was composed of eight to

providing fairer ship assist rates than were
being charged by Captain Millen Griffith,
who maintained a monopoly on tugboat
operations in the Bay by manipulating rates  ten rughoats, and the two companies vied
to discourage competition. It wasn't until constantly for business, running out to the

1890 that the U.S. Congress voted in the bar to meet ships and trying to win the row-



The tug Dauntless was first owned
by Spreckels and Brothers, then
acquired by Shipouners and
Merchants Tugboat Company.

ing and harbor assist work for any ship
calling at the port.

Competition continued for several years,
keeping the rates at low levels, until Spreckels
had had enough. In 1907, he agreed to sell
the Black Stack tugs to Shipowners and Mer-
chants Tugboat Company in exchange for
stock, and the Red Stack fleet doubled in size.

What brought the Red Stacks under
Crowley ownership had less to do with the
politics and challenges of the tugboat busi-
ness than it did with the new federal income
tax instituted as a result of the Sixteenth
Amendment to the U.S. Constitution, ap-
proved by Congress in 1913. The only two
ways to soften the blow of the income tax
levied on boat-owning corporations were
ongoing capital investment and deprecia-
tion of the fleet. One problem for Shipown-
ers and Merchants Tugboat Company was
that over the previous thirty years, it had
depreciated its vessels to zero. Another was
that its President, William Babcock, had
passed away and there was pressure to settle

his estate. Company officials determined
that the only way to proceed was to sell.

Many shipowners, businessmen, bankers,
and other investors were interested when
word was out that the Red Stack business was
to be sold. The price tag was one million dol-
lars, which would have to be shared among
several buyers. Tom Crowley stepped forward
with a quarter of the total amount. With the
backing of two other major investors, each of
whom invested $70,000, Tom Crowley took
control of the Red Stack tugs.

Captain William J. Gray, who had been
in charge of the Red Stacks for many years,
retired and Tom Crowley personally took up
the reins of the tug business. His title was
Vice President and General Manager; Presi-
dent of the reorganized Shipowners and
Merchants Tugboat Company was Ed Ford
of W.R. Grace and Company. From among
the Red Stack tug skippers William J.
Darragh was selected to come ashore as
dispatcher, and he continued as a Crowley
employee for more than sixty years.

o Maritime Muscum
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Four large wooden tugs

At the end of World War 1, four large
wooden tugs were under construction at the
Lester Stone Shipyard in Oakland, having
been ordered by the U.S. Shipping Board.
Each of the oceangoing 150-ft. tugs was to
have a 1,000-h.p. steam engine, but comple-
tion of construction was uncertain since the
war was over. By this time, steel tugs were
available and Tom Crowley would have pre-
ferred steel hulls, but the new Shipowners
and Merchants Tugboat Company decided

to buy the wooden tugs and complete their
construction.

Named Sea Monarch, Sea Lion, Sea
Ranger, and Sea Scout, the four tugs per-
formed excellent work for the company for
some years but apparently were not
destined for ordinary merchant marine
careers. One was sunk in a collision on
Puget Sound and the other three operated
for the government through World War 1.

Four large wooden tigs under
comstruction at the Stone Shipyard
at the end of Werld War | were
ﬁvu:u’hl'.nl by L;hl[n wimers and
Merchants Tughoat Compeny
The tugs were the Sea Scout

Sea Ranger, Sea Monarch,

and Sea Llon
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The Sea Lion was one of four steam
tugs oripmally designed by the L. S

Shipping Board, then completed to
Tom Crowley's specifications

Left, the five-masted schooner Crowley was built from a raised coal barge, the ex-City of Panama, and wsed to carry cargo to Awstralia during World War [, Right, the one-of-a-kind
harkentine Olympic was used in ocean and coastal transports. (These images were processed from original daguerreorypes.)
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Tom Crowley expanded his
tugboat services to Puget Sound,
in. the state of Washington, in 1923,
and by the end of the 19205,
four Puget Sound tugboat companies

-

R T P

had joined their fleets to form 1
Puget Sound Tug & Barge Company. Q\_\ ]
Here, two PST&B tugs assist a | h Y

steamship in a Seattle waterway.
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Expanding north into Puget Sound...

In 1923, Tom Crowley purchased an in-
terest in Drummond Lighterage Company,
an established Seattle business founded at
the turn of the century to perform lighter
services on Puget Sound. Lightering is re-
quired wherever shallow or congested har-

“My father watched
very closely all the details
of the business. . .In my
opinion, he was an
excellent busimessman.
He wanted to, one, give
a service to the customer;
two, take i more
than he paid out;
and three, thereby make
jobs for people and
perform a service for
the commumity.”

bors prevent deep-draft
or large vessels from
coming to dock. These
oceangoing vessels are
anchored offshore and
lighter craft, usually
barges or scows, come
alongside to take cargo
from the larger vessel
for towing to shore.

Drummond owned a
fleet of lighters and had
built a business charter-
ing them for move-
ment of various
materials around
Puget Sound. Since
Drummond had no
tugs of its own, it
worked closely with
the Cary-Davis Tug
and Barge Company,
founded in 1913 by
George Cary and
Lindley Davis.

Tom Crowley also
acquired stock in Cary-
Davis, but his expan-

sion into Puget Sound was not limited to
stock transactions; he also sent the 150-ft.
wooden tug Sea Monarch from San Fran-
cisco to Puget Sound to find what work she
could. The steam tug had previously been
used primarily for coastwise towing of log
rafts from Astoria, Oregon, to a sawmill in
San Diego, California, on behalf of Benson
Lumber Company. The Sea Monarch did
well in competition with other Northwest
tugs, but in 1924 she was struck by a French

Preceding page: Ray Keanee/Commisdore
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cargo ship outside Port Angeles, Washington,

in the Strait of Juan de Fuca, and sank.

Over the next few years, Tom Crowley
bought more shares and built a substantial
interest in Drummond Lighterage, which
was managed throughout the 1920s, on
into the 1940s, by Harrison Hart.

In 1929, Drummond Lighterage and Cary-
Davis, along with two other Puget Sound
maritime companies, The Pacific Towboat
Company in Everett and Gilkey Brothers in
Anacortes, joined their fleets to form Puget
Sound Tug & Barge Company (PST&B).
The new company went to work with
twenty-seven tugs and forty-eight barges.

All four companies held stock in PST&B.

Even as the new company was getting its
feet wet, a momentum was under way on
New York’s Wall Street that would have a
resounding impact not only in America, but
throughout the world. Prices on the New
York Stock Exchange had begun a steady de-
cline, and on October 24, known thereafter
as “Black Thursday,” surging panic brought
nearly 13 million shares flooding the market.
Five days later, more than 16 million shares
were up for sale and rapidly becoming worth-
less. With the crash of the stock market,
U.S. securities lost $26 billion in value, and
the Great Depression began, with vast con-
sequences on economies worldwide.

For Puget Sound Tug & Barge Company,
the Depression was a time of attrition, as key
quantities of stocks began to change hands.
Additional shares of Cary-Davis were sold to
Drummond Lighterage; Gilkey Brothers
ceased to be one of the PST&B participating
companies; and The Pacific Towboat Com-
pany sold its interest in PST&B to a com-
petitor. Before the close of the 1930s,
Drummond had acquired control of Cary-
Davis stock, and with it-majority ownership
of PST&B, and Tom Crowley owned more
than 50 percent of Drummond. Eventually,
PST&B became a wholly owned subsidiary
of Crowley Maritime Corporation.



Shipoumers and Merchants Tugboat

Company's steam tug Sea Monarch
was sent from San Francisco to

work in Puget Sound waters m the
sarly 1920
early 19205
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“The Crowley No. 9
operated in San Pedro
for a number of yeans.
The Fairbanks-Morse
engine was a two-cycle

engine and had a
tremendous exhaust
impact. All the dishes in
the vestavrants uptown
would rattle when the
Crowley No. 9 went by.”
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...and into Southern California

At the same time he was expanding into
Puget Sound in 1923, Tom Crowley was
also setting up tugboat services in San
Pedro, California, where the City of Los
Angeles had begun developing the harbor
and wanted a tug service for docking and
undocking ships. As head of Shipowners
and Merchants Tugboat
Company, Tom sent the
steam tug Sea Prince and
several smaller steam
tugs south, and asked
Captain Ernest Mohr
to relocate to San Pedro
to organize a new opera-
tion called San Pedro
Tugboat Company.
Within a short time,
Captain Mohr was
forced by ill health to
return to San Francisco,
and was replaced in San
Pedro by Captain
William McGillivray.

Keen competition for
the new company was
provided from the out-
set by Wilmington
Transportation Com-
pany, which was owned
by the Wrigley gum

interests. To help make the San Pedro serv-
ice more cost-effective, some of Crowley
Launch and Tugboat's smaller diesel tugs
were sent down in 1925 to be operated by
San Pedro Tugboat.

Among the tugs in San Pedro was the
Crowley No. 9, formerly a steam fishing tug
called Paladini Brothers built in 1915.
Crowley Launch and Tugboat Company

purchased the vessel in the 1920s and
converted her to a diesel tug with a Werk-
spoor engine, patented by a German com-
pany with a manufacturing plant on the
QOakland estuary. When the Werkspoor
engine required replacement, the tug was
repowered with a Fairbanks-Morse Model
35, a 350-h.p. engine.

Along with opening markets for Crowley
vessels in the Pacific Northwest and South-
ern California, Tom Crowley spent a great
deal of time during the 1920s overseeing
the operations of Shipowners and Mer-
chants Tugboat Company and of the steam
schooners, which he conducted from offices
at 244 California Street in San Francisco.
The management of Crowley Launch and
Tugboat, based at Pier 14, was largely en-
trusted to employees. With the crash of the
stock market in 1929 and the resulting
plunge in the nation’s economy, Tom rec-
ognized the need for tighter control of his
businesses and returned to the waterfront to
resume command of Crowley Launch and
Tugboat Company, as well.

On the advice of admiralty attorneys,
Tom Crowley formed a new corporation in
1929 to limit liability in the event of a
catastrophic maritime accident. The advice
stemmed from a maritime accident a few
years earlier in which a ship, while being as-
sisted by the 150-ft. wooden steam tug Sea
Lion, collided with the bridge between
Oakland and Alameda in a confusion of
communication with the bridge tender.
The new company, Shipowners and
Merchants Towboat Company, Ltd., was
formed to bareboat-charter and operate
tugs belonging to Shipowners and
Merchants Tugboat Company.



The steam tug Sea Prince was sent
to Los Angeles Harbor in 1923
when San Pedro Tugboar Company
was maugurated
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“We were always =
engaged in salvage.

Anybody in the tugboat
business engages in salvage
automatically because
when a ship goes ashore,

you try to pull her off.”

P40 and P42 were house barges
operated by Harbor Tug & Barge

Company in San Francisco

Swadley Photographers
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Harbor Tug & Barge quietly joins the fold

The Depression hit hard a great many
businesses, including Harbor Tug & Barge
Company (HT&B), formed in 1926 as a con-
solidation of Oakland Launch and Tugboat
Company, which was owned by American
Dredging Company, and the Henry C.
Peterson Company. The latter was, coinci-
dentally, a next-door neighbor to Crowley
Launch and Tugboat as well as a competitor
for tug and passenger operations. The
Peterson company was based at Pier 16,
which became the home also of Harbor
Tug & Barge Company.

As a new company, Harbor Tug & Barge

had attempted to expand rapidly, so it was
caught by the Depression in serious financial
difficulties. Crocker Bank was a large creditor
of American Dredging, which had borrowed
heavily to build a large hydraulic dredge, and
had no desire to see the loans go into default.
Bank officials paid a call to Tom Crowley and
worked out an arrangement whereby Crowley
purchased a 55 percent interest in HT&B.
The deal—unannounced to the industry—
not only kept HT&B afloat, it also made
Tom Crowley the major stockholder of his
tugboat company’s principal competition.

Derrick barge and salvage services

Along with providing tug, launch, and
barge services, Crowley Launch and Tug-
boat engaged in heavy-lift and derrick barge
services on San Francisco Bay throughout
the 1920s in competition with the Haviside
Company and the Smith-Rice Company.
Crowley owned the 100-ton rig Derrick
Barge No. 3 as well as smaller derrick barges.
After the crash of 1929, however, there was
not enough business to support all three

companies, so Tom Crowley and Charlie
Rice combined their derrick barges in a fifty-
fifty joint venture. The name of the com-
pany continued as Smith-Rice Company.

In conjunction with the Haviside Com-
pany, Shipowners and Merchants Tugboat
Company put together a joint venture in the
early 1930s. The company performed marine
salvage services under the name of West
Coast Salvage Company.



Freight and passenger services

Another new service established in the
early 1930s was Pioneer Line, which was
formed as a division of Crowley Launch and
Tugboat Company to perform freight trans-
portation under a tariff stcructure in the Bay
Area. Directed by Walter Westman, Pioneer
Line used tugs and barges to haul freight
from San Francisco to the Union Oil dock at
Oleum, the American Smelting and Refin-

“In the early ’30s,
passenger transportation
to the battleships started
going to water taxis,
which were small,
high-speed boats, as
distinguished from the
old launches.”

ing smelter at Selby’s, the Sperry Flour
Company mill at South Vallejo, and the
Mare Island Navy Yard.

Freight hauled for American Smelting and
Refining moved both north- and southbound,
as Pioneer Line transported sacked ore to the
smelter and loaded lead for the return trip.

Crowley's passenger services continued to
draw tourists who wanted to see the visiting
battleships anchored in the Bay and take part
in other excursions aboard Crowley launches
and the double-deck, 250-passenger vessels.
The most popular of the battleships was the
H.M.S. Hood, the pride of the British fleet.

However, the need for smaller, quicker pas-
senger boats was becoming apparent. The com-
pany « srdered construction of three water taxis
from Nunes Yard in Sausalito. Delivered between

1930 and 1932, the three taxis were the 43-ft.

Star and the Crowley No. 4 and Crowley No.
5, both 45-ft. vessels. Later, the company
added a 48-ft. water taxi to the fleet.

4
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Top, Harbor Tug & Barge
Clompany and Crowley Launch and
Tughoat operated side-by-side at
piers 16 and 14, San Francisco
Botom, the Bay Cities

Transporeation tug Alert undocks
a ship in San Francisco

Joe 1 Willinmson eolleetion, |
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pping for the lift of
boat by the Smith-Rice Company
Derrick Barge No. 3
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In the 1930s, Crowley’s fleet of diesel

tugs provided services at all major U.S.

West Coast ports. Second from left is the

Ajax, formerly the Crowley No. 9

which was renamed after being chartered

for a breakwater construction project in

Southem California. Battered during
, the job, she was rebuilt before being

;' returned to Crowley, who also gave her
| anew engine and new name.
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“Times were pretty
tough in the '30s. My
father cancelled all the
msurance, because we
couldn’t afford to pay the

emiums, so we didn’t
)
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Operating during the Great Depression

The Depression continued throughout
most of the 1930s. In 1933, the nation’s in-
dustrial output was less than half what it
had been in 1929; wages and salaries were
sharply reduced for those fortunate enough
to have jobs; and “Hoovervilles,” named for
outgoing President
Herbert Hoover, sprang
up as makeshift housing
for the newly homeless
in cities all over the
United States.

Business volume was
so low for derrick barges
that Crowley’s Derrick
Barge No. 3, operated
by the joint venture
Smith-Rice Company,
could handle all the

' work available on the
have any insurance R oot e sotatat o'
ther derrick
onanyofour ~ chediius

floating equipment.”

Charlie Rice, Tom
Crowley’s partner in
Smith-Rice, got a job

Preceding page: Crowley Maritime collection

scrapping a ship near Antioch, he took his
rig Smith-Rice No. 2 out of laid-up status.

En route up river, the wooden rig caught fire
and burned to the water.

Though Tom had cancelled all the insur-
ance on his own fleet, Charlie Rice had
continued coverage on the No. 2, paying
the premiums himself rather than as joint
venture expense, and he received $60,000
for the loss of the rig. Rice offered the cash
to Tom Crowley in 1937 in exchange for
his half interest in Smith-Rice Company,
an offer very difficult to refuse in hard times,
and Tom accepted.

Down in Southern California, the com-
petitive environment in harbor services had
become even more severe with the depressed
economy. It became apparent to Tom
Crowley that San Pedro Tugboat Company
would require diesel tugs, rather than steam-

powered tugs, if it was to remain in business.
The problem was that San Pedro Tugboat was
a subsidiary of Shipowners and Merchants
Tugboat Company, which knew a lot abourt
operating large steam tugs but had little expe-
rience with diesel-powered boats. Tom deter-
mined that the risky venture of converting
the San Pedro Tugboat fleet to diesel would
be effected more efficiently by Crowley
Launch and Tugboat Company, which was a
smaller operation with personnel who under-
stood diesel equipment. So, in 1934, Crowley
Launch and Tugboat Company purchased
San Pedro Tugboat Company from Ship-
owners and Merchants, and undertook the
conversion program.

Over the next few years, San Pedro’s steam
tugs were repowered with Union direct re-
versible diesel engines and renamed. The
steam tug Sea Lark became the Crowley No.
24; the Restless became Crowley No. 25; the
Harbor became Crowley No. 27; the harbor
tug A.E. Williams became Crowley No. 28;
and Sea Prince became Crowley No. 29. The
Sea Witch, Shipowners and Merchants Tug-
boat's first steam tug, was not repowered
because of her age.

San Pedro Tugboat Company continued in
competition with Wilmington Transporta-
tion Company with its new fleet of diesel tugs
throughout the "30s and '40s until govern-
ment war-surplus vessels became available
and brought the next stage of fleet upgrading.

One of the factors that enabled a business
to remain afloat during the Depression era
was pinpointing and eliminating unnecessary
costs. For twenty years Crowley Shipyard
had operated as an adjunct of the tugboat
company, Crowley Launch and Tugboat,
which meant that vessels were sent to the
yard and shipyard supplies were used without
a billing structure that kept these costs vis-
ible and controlled. In the mid-1930s, Tom
Crowley decided that Crowley Launch and
Tugboat should become accountable for all
maintenance of its equipment, and that the



shipyard should be operated as a completely
separate organization.

In 1935, Pacific Dry Dock and Repair
Company was inaugurated as a new corpora-
tion by Tom Crowley and Thomas B.
Crowley Sr. PDD purchased the lease and fa-
cilities operated formerly as Crowley Ship-
yard, and became a separate company, re-
sponsible for providing vessel repair and
maintenance services, charging fair rates for
supplies and work performed, and maintain-
ing cost control.

One of the key people helping to make the
major financial decisions during this period
was John H. “Jack” Jenkins, who, as Chief Fi-
nancial Officer of the Crowley companies, not
only watched over the establishment of Pacific
Dry Dock and Repair, but the financial deal-
ings of the other Crowley businesses as well.
He was based at Pier 14, San Francisco, where
he was assisted by bookkeeper Marie Carey.
Both Jenkins and Carey retired in the 1970s
after five decades of service to the company.

“That was one of
the benefits of the
Depression—it clid
make businesses run a
lot more efficiently.”

ollection
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Pacific Dry Dock cnd Repair

( 'nm[r(my WES IMCor[ nuh'rf a8 da
separate business lme in 1935

This photograph, taken in the carly
19605, shows a mix of company-
vwmed and povernment vessels m
for dry docking and repair

The newly repowered 450-h.p.
diesel tug Crowley No, 27 and
the .\huu:l—"niu‘.ﬁ'«d Sea Witch
at San Pedro
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The steam tug Reliance was purchased by Tom Crowley i the
19305 for use in ship docking im San Francisco

New Deal legislation

Franklin D. Roosevelt accepted the
Democratic nomination for President of the
United States in 1932, promising “a new
deal for the American people.” With his
inauguration, he commenced a broad pro-
gram of legislation in which, during the first
“Hundred Days,” fifteen major New Deal
bills were introduced in Congress and
pushed through to enactment.

An element of early New Deal legislation
bearing a particular impact on the water
transportation industry was the National In-
dustrial Recovery Act, under which the Na-
tional Recovery Administration (NRA) at-
tempted to negotiate codes of “fair competi-
tion.” In theory, company managers could
avoid cutting prices and therefore could
raise wages and shorten workers' hours.

At this time, Pioneer Line, the freight
transportation division of Crowley Launch
and Tugboat Company, was performing
freight services from San Francisco to
Oleum, Selby’s, South Vallejo, and Mare Is-
land. Another freight service, Bay Cities

Transportation Company, formed by
Lawrence Warehouse Company in the
1920s, transported freight between San
Francisco and Oakland. Using barges outfit-
ted with deck houses, Bay Cities operated a
regular service under the slogan “Twice a
Day We Bridge the Bay.”

Though they were competitors, managers of
Bay Cities and Pioneer Line were forced by
New Deal legislation to spend a great deal of
time together. As they worked out the details
of the NRA codes, they determined that the
two operations could be managed more eco-
nomically if they were unified. Thomas B.
Crowley Sr. undertook the negotiations and
purchased a 50 percent interest in Bay Cities
Transportation Company.

Within a year, the NRA codes had proved
unworkable in real-world applications, and
in 1935, the NRA was ruled unconstitu-
tional by the Supreme Court. In an effort to
retain elements of the National Industrial
Recovery Act having to do with labor prac-
tices, Congress passed the National Labor

The Sea Salvor was sold, alemg with the Sea Giant, wa
British company at the beginning of Werld War 1



Relations Act, also known as the Wagner
Act, in 1935 to guarantee the right of work-
ers to organize and bargain as a group with
employers. In that year, Shipowners and
Merchants Tughoat Company signed a labor
agreement with the Marine Engineers Ben-
eficial Association (MEBA); the Masters,
Mates, and Pilots (MM&DP); and the F(’I'l“)-’
Boatmen’s Union, which later became the
Inland Boatmen's Union (IBU). The
Crowley companies have continued to be
unionized to the present day.

In 1939 and 1940, the Crowley organization
bought the remaining shares in Bay Cities and

gradually shifted all of its common carrier
freight transportation to Bay Cities, phasing
Pioneer Line out of existence. Freight barging
on the Bay slowly died out in the years follow-
ing the Second World War, as trucking serv
ices made use of the Golden Gate Bridge and

the San Francisco- Oakland Bay Bridge to
provide freight deliveries.

Meanwhile, Harbor Tug & Barge Com-
pany had continued its operations on San
Francisco Bay without Crowley’s majority
ownership becoming common knowledge.
In 1935, the Crowley organization pur-
chased the remaining 45 percent interest in
the company. Operating in competition
with each other, HT&B and Crowley
Launch and Tugboat had gradually devel-
oped a duplication of services, but were
perceived by the industry as differing widely
in management philosophy.

Crowley Launch and Tugboat ceased
operations on the Bay in 1939, though it
continued to own marine equipment which
it bareboat-chartered to Bay Cities Trans-
portation Company, San Pedro Tugboat
Company, and other Crowley subsidiaries.

Puget Sound Tug & Barge
Company tigs Active and Goliah
tow a barge laden with a bridge
caisson, about 1939

PSMHS



The salvage tug Commissioner
anel tug Dolly C., both operated by
i'!i::r.'l Sound ih:;’ & Hn;:\ Com
pany, assist the ship Coldbrook

Jose 1Y, WAininaon eolledtion, PSM.H.S
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The Golden Gate International Exposition

By the late 1930s, the Bay Area boasted the The Crowley organization negotiated for,
two longest suspension bridges in the world. and won, a concession to operate two pas-
Completed in 1936, the San Francisco- senger services out of Treasure Island, one
Oakland Bay Bridge had two joined spans of ~ a speedboat ride and the other, a cruise
2,310 feet each, and the Golden Gate Bridge,  to the Golden Gate Bridge and back. In
finished in 1937, was designed with a single preparation, the company refurbished its
span of 4,200 feet. To celebrate the opening of  two double-deck passenger boats, Crowley
the bridges, the Golden Gate International No. 17 and Crowley No. 18; bought four

Exposition was organized, and in 1939, more ~ Chris-Craft speedboats; and built two glass-
than 17 million people attended the fair, held  enclosed water taxis, named Crowley No. |
on a 400-acre site on Treasure Island. and Crowley No. 2.

\
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The Sea Giane, formerly a U.S
Nawvy tug, was the most powerful
tug om the Pacific Coast. Shoun
with flags to celebrate the Golden
Ciate Intemational Exposition in
1939, she was sold to a British
company in 1940
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The water taxi Crowley No. 1 was
bl ar Pacific Dry Dock and Repair
Company to carry passengers for
the 1939 Exposition. The vessel is
shown near the fedeval prison

on Alcatraz Island

Crowloy Mantime collection

A PSTEB tug tows a Chicago
Milwawkee & St, Paul Railvoad
car float on Puget Sound

Joe 1, Willinmson collection, P.SM.H.S




The two water taxis were powered by the
newest technology in diesel engines: a “su-
per-charged” diesel engine just developed by
Cummins to increase horsepower output by

San Francisco Maritime Museumn
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During the 1930s, the oil companies built
barge terminals at San Francisco, Redwood
City, Oakland, Stockton, and Sacramento
to enable them to barge large quantities of
petroleum to these facilities for storage and
subsequent inland hauling by trucks. Thomas
B. Crowley Sr. and his father were interested
in becoming involved in the marine trans-
ports of refined bulk petroleum, so in 1938,
they worked with Dravo Corporation to
design a 148-ft., 7,000-bbl. gasoline barge.

The entire San Francisco Bay oil industry
watched with skepticism, believing that it
would be impossible to build a barge capable
of moving that great a bulk volume.

Barge parts were manufactured and
shipped to Pacific Dry Dock and Repair
Company for assembly into the company's
first oil barge, Barge No. 8. With this vessel,
Crowley began hauling gasoline from the
refineries to the oil company terminals.

about 40 percent. The taxis continued to
operate on the Bay for several years after the
Exposition and were eventually sold to the
Panama Canal Company.

A Crowley tug assists in the delivery

Bay and river moves of bulk petroleum sk e

the newly converted federal peni-
tentiary on Alcatraz [sland i 1934,

Next on t}je COlnpurly‘b drawing IJOZ-.!TdS Al( :;‘Ifimh! was among the convicts,

was a 9,000-bbl. barge, followed by an
11,000-bbl. barge.

Convinced of Crowley’s commitment
to oil transportation, Shell Oil decided in
1939 to sell its oil barging equipment to
Crowley, which formed a company called
United Towing to operate bulk petroleum
transportation equipment in the Bay Area
and subsequently in Southern California,
as well. The barges purchased from Shell
included wooden vessels with tanks both
below and on deck, ship-shape hulls for
hauling black oil, and a flatdeck barge.

In all, some eight barges were acquired for
operations both on San Francisco Bay and
in Los Angeles Harbor.

From that beginning, United Towing
continued to add to its fleet of oil barges,
many of which were built by Pacific Coast
Engineering in Alameda.
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World War 11

With Adolph Hitler's coming to power
in 1933, Germany rearmed and began to
annex neighboring countries, beginning
with Austria in 1938. Hitler's invasion of
Poland in 1939 resulted in declarations
of war from Britain and France, and the
Second World War had begun.

The first member of the Crowley organi-
zation to take active part in World War Il
was a tugboat, the Sea Giant, which had
just been sold, along with the Sea Salvor, to
the London company Ocean Towing and
Salvage. Built by the U.S. Navy just after
World War I, the Sea Giant was a powerful
steam tug bought by Shipowners and Mer-
chants Tugboat Company in the 1930s.

She was rebuilt at Pacific Dry Dock with a
new oil-burning system, operated in San
Francisco Bay, then sold and sent to England,
where she was taken over by the British
government for use in the war.

The diesel tug Crowley No. 21, powered
by an Atlas Imperial engine, was taken over
by the U.S. Navy for use in laying submarine
nets across the Golden Gate, the entrance
to San Francisco Bay. She had formerly
been used on a regular run towing Crowley
barges between San Francisco and Vallejo.
When the company saw that the tug was
not being utilized for military purposes, it

requested and was granted the return of the
No. 21 to help fill the heavy demand for
commercial services.

As the principal supporting base for the
naval war in the Pacific, San Francisco exper-
ienced a significant increase in vessel traffic.
The Navy yard at Mare Island had been
building and repairing naval vessels since well
before the First World War, and now several
new naval facilities were established in the
Bay Area to support World War 11 efforts.
The heavy vessel traffic resulted in greatly in-
creased ship-assist and passenger services work
for the Crowley companies.

For Pacific Dry Dock and Repair Company,
the war meant a stint of shipbuilding for the
government. The yard built barges for the
U.S. Navy in 1940, as well as self-propelled
lighters in 1941 and 1942. PDD designed the
prototype for the lighters, won the approval
of the Navy, and built three of the vessels.
Though the Navy wanted to see the PDD
yard expand to build several more lighters
and other vessels for military use, Thomas B.
Crowley Sr. and his father decided not to
pursue shipbuilding, but to concentrate their
energies and expertise in the arena they
knew best: providing maritime services in
cargo and passenger transportation, vessel as-
sist, towing, and vessel repair.

Crowley No. 21 was requisitioned
by the U.S. Navy for use
in World War 11,
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World Wea I took many
company employees imto the armed
services uncler the wartime draft,
but brought new work to West
Coast harbors to dock and undock,

supply, and tow naval vessels
assined to the war in the Pacific.







Building terminals to support oil transportation

Throughout the war years, United Tow-
ing continued to transport refined bulk pe-
troleum to the various terminals that the oil
companies had built in the Bay Area. It be-
came apparent to the Crowley organization
that additional terminals at various sites
would improve the efficiency of the petro-

leum-distribution net-

(« o work. Accordingly, af-
There was 1o SPeCific  rer the Second World

. War, Crowley Launch
ame fLUth my fathBT and Tugboat Company

; ' : established a subsidiary
Tehnqw.ShEd the pTeSI’ named (;)il Terminals

’ Company to build and

dency and ] assumed t. -~ Sro
AS uTne went an I did Alviso was selected

as the site for the first
Crowley-owned termi-
more and More, and my nal, built in 1945.

fathef did IBSS aﬂd leSS " " Located at the extreme

southern end of San

Francisco Bay, Alviso

was strategically positioned to facilitate the

flow of petroleum products by truck into the
Santa Clara Valley and farther south, but no
depot had been built there by the oil compa-

The Eureka, California, depot built

by Oil Terminals Company

Photis by Merle Shuster

lini page: Brane Photography

nies because of the very shallow access.

The shallow channel was no problem for
United Towing barges. The new facility in-
cluded storage tanks to receive bulk petro-
leum and a truck-loading rack to enable tank
trucks to take on loads for inland distribution.
Eventually company terminals were also built
at Meridian in the Sacramento Valley and at
Petaluma, northwest of the Bay. Both United
Towing and Oil Terminals Company oper-
ated under the direction of Bob Dyer.

After some years of experience hauling bulk
petroleum to terminals in San Francisco Bay
and Los Angeles Harbor, Crowley undertook
the first coastal transport of bulk petroleum by
barge. The initial voyage transported refined
products from San Francisco to the Shell Oil
terminal at Coos Bay, Oregon.

Following this successful pioneering move,
Crowley built storage terminals at Crescent
City and Eureka, both on the Northern
California coast, and ordered construction of
the company’s first seagoing oil barge, Barge
11, completed in 1947. The vessel measured
195 x 40 x 13 feet and could carry just over
14,000 barrels of oil.

United Transportation Company was




Photo by Hamry A. Kirwin

established to perform Crowley’s coastwise
bulk petroleum transportation, which was
conducted as a line of business separate
from the operations of United Towing.
Beginning in the late 1940s, the fleet of
oceangoing oil barges grew steadily. Barge
|2, with a capacity of 24,000 barrels, was
launched in 1949; Barge 14, at over 59,000
barrels, was added in the early 1950s; Barge
15, a 30,300-bbl. barge, joined the fleet in
1951; the 43,500-bbl. Barge 16 was built in
1953; etc. Coastal bulk petroleum transpor-
tation rapidly became a major business line
for the company, and continues so today.
Crowley's depot facilities in and near the
Bay Area served the oil industry for as long
as twenty years before an extensive oil pipe-
line network eliminated the need for local

“We pioneered the
transportation of bulk
petroleum products on the

coast in large barges.”

barge terminals. The company's oil termi-
nals at Eureka and Crescent City, and an
additional facility at Coos Bay, Oregon,
continued to operate until the mid-1980s
and early 1990s, when expanded oil pipe-
lines in California and the Pacific North-
west took over the delivery of oil for subse-
quent inland movement by trucks.

Top, the 275 x 50 x 20-ft.,
43,500-bhl. Barge 16 was bult
m the early 1950s

Bottom, Barge 14 with the g Sea
Ranger at the Shell Oil dock in
Coos Bay, Oregon.




A newly lmmched umk barge
ready for United Transporation
bulk petroleum servic

In Puget Sound, the PST&B
tug Delwood undocks a ship
during the wartime years.
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San Francisco passenger and cargo services

Harbor Tug & Barge Company had been
performing passenger services from its earli-
est years, inherited from its original parent,
Henry C. Peterson Company, at Pier 16. Be-
ginning with the Chief and Lark, two water
taxis purchased from Johnson Brothers be-
fore the war, HT&B competed with Crowley
Launch and Tugboat to provide water taxi
services on the Bay. When Crowley Launch
and Tugboat ceased its passenger operations
in 1939, HT&B became even more active.

Passenger volumes increased significantly
during the war, but at the war’s end, the
company found itself with a large fleet of
small water taxis and an insufficient amount
of work to keep them busy. HT&B decided
to try finding work for the boats by running
sightseeing cruises on the Bay.

Two water taxis, the Teal and Temn, were
chosen to be refurbished with glass enclosures.
The vessels’ plywood covers were cut and
framed for glass windows, and the company
began advertising sightseeing cruises on the
Bay. Tickets were sold out of the back win-
dow of the offices on Pier 16. By 1948, the
sightseeing business was going so well that
two new 65 x 18-ft. wooden sightseeing

HT&B tug Sacramento performed general wwing on
San Francisco Bay.

boats, Harbor Sightseer and Harbor Towrist,
were built, Designed with single decks, the
new vessels were later remodeled to double-
deck and carried up to 225 passengers.

A separate corporation called Harbor
Tours was established to operate the passen-
ger vessels in scheduled cruises on the Bay
and excursions to Paradise Park. Space
was acquired at Fisherman's Wharf where
passengers could come to buy tickets and
board vessels. In addition, the company op-
erated commuter services in the Oakland
estuary after World War 11, under contract
to the Navy, to transport workers to and
from the Alameda Naval Air Station.

The President of Harbor Tug & Barge for
some thirty years beginning in the early
1940s was Albert D. Elledge, an attorney
who succeeded C.C. Kreimler in the posi-
tion. Lester C. Bedient was Operating Man-
ager all during the war and was responsible
for HT&B's evolution in sightseeing cruises
as well as for instituting passenger services
out of Fisherman’s Wharf.

Besides its passenger activities, Harbor
Tug & Barge performed a variety of towing
and cargo-transportation services within

The Harbor Si Flmcvr after conversion to a double-deck
Passenger vessel.
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The 900-h.p. g Redwood
City towing a Smith-Rice

Company derrick barge.

the Bay Area. Ship docking and “outside
towing,” referring to tows that involved
oceangoing vessels on the coast or in
ocean transit, were generally performed by
the Red Stack fleet.

During each harvest season in the Delta,
HT&B moved thousands of tons of sugar
beets from local loading hoppers to the
sugar factories at Clarksburg and Tracy, us-
ing 100- to 150-ft. barges. The company's
tugs at this time ranged from 75 to 250

horsepower and were painted red and white,

In 1950, the 59-ft., 500-h.p. steel tugs
Sacramento and Stockton were added to
the harbor fleet, and in 1952, the 65-ft.,
900-h.p. steel tug Redwood City was built
for towing and general Bay work.

As roadways and bridges were built
and improved in the Delra, trucks began
to move more and more of the sugar beets
until barging of the crop ceased altogether

in the late 1960s.

The company also hauled crushed rock,
sand, and gravel, as well as great quantities of
rock for levee protection on the Sacramento
and San Joaquin rivers and around the is-
lands in the Delta. HT&B was called upon
to tow oil barges operated by United Towing,
dump barges owned by Olympian Dredging,
and derrick barges for Smith-Rice Company.

In about 1947 the Crowley companies
began hauling bulk molasses, first in North-
ern California, then in Southern California.
The molasses was offloaded from Matson
ships on behalf of the Pacific Molasses
Company, which marketed Hawaiian mo-
lasses for C&H Sugar. In the early 1950s,
the company performed round-trip transits,
hauling gasoline from Southem California
to Topolobampo, Mexico, and molasses
on the return trip.

Photo by Ray Johnson
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The bonanza of war-surplus vessels

Shipowners and Merchants Tugboat Com-

pany, headquartered at Pier 25, owned by « . '

this time a large fleet of Red Stack tugs which The Te‘Uanl m the
were used in general ocean towing services '

and were available for use by the other tugboat ﬂeet Of the UmtEd
Crowley companies. Shipowners and Mer- '

chants was among the many U.S. tugboat States; b)' puTChaSlng

companies that took advantage of the avail-

ability of Navy- and Army-built tugs after warfsurplus eqmpmlt
Word War Al ofhesnivingsean i the late 40, carried
oot e, wooden bl praictically al the tugboat
wgssold by che War Shipping Adninisra- oo nio throygh the
class The former ere ingleserew sinele 2605 awith new modem

The 1,000-h.p. mﬁu‘iuﬂ Giant,

; . ot , built on the U.S. Shipping Board
twin-engine tugs. .Crowley officials deter- 'n ; ” dj,'.;,i”},ﬁ‘; Wfff 13 e Doar
mined that the miki-class rugs, which were ] Ioau g eql’apl nent. aperated for military use in World

: ; ; ar 11, and sold to Crowley in
powered with 1200-h.p. Enterprise direct the late 1940s.
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Hercules was a miki-class tug bowght
from the government ajfter the war
and operated in Puget Sound

Juck's Photo Services

reversible engines, were superior and
immediately purchased four for use in San
Francisco and two for Puget Sound.

Additional miki-class tugs were acquired
later by the company. The diesel-powered
miki tug Relief was the flagship of the San
Pedro Tugboat Company fleet in the late
1940s and early 1950s.

Numerous flatdeck and other barges were
also bought for use by the various Crowley
operating companies and locations.

With so many commercial maritime
companies purchasing government war-
surplus vessels, there was an increased re-
quirement for ocean towing services. Using
two of its newly purchased miki-class tugs,

Shipowners and Merchants towed fourteen

war-surplus LSTs (landing ship tanks)
from San Francisco to Orange, Texas, for
Humble Oil and Refining Company.
The 310-ft. LSTs were towed in tandem
in seven tows to the Gulf, where they
were converted for use in supporting
oftshore drilling.

The Crowley company also undertook
the towing of the badly damaged U.S,
battleship Oklahoma from Hawaii, where
she had been bombed at Pearl Harbor, to
Oakland. She was to be scrapped at Moore
Drydock. Despite temporary repairs intend-
ed to enable the Oklahoma to withstand the
tow, she took on more and more water, and
finally sank completely, nearly pulling with
her one of the two miki tugs.
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Return to derrick barge services

The war years were a time of prosperity for
coastal derrick barge services, what with the
tanks and other large military cargoes that had
to be lifted aboard ship. As the war came to an
end, the sole large derrick barge operator in
Los Angeles Harbor decided to relocate his
company to the East Coast. Charlie Rice, who

The PS 90 was a war-surplus YF (yard freighter) used to transport
budk molasses and othey cargoes

had bought out Tom Crowley’s interest in
124 y

Smith-Rice Company in 1937, visited

Thomas B. Crowley Sr. to ask whether a new

joint venture might be arranged to perform

services in Southern California.

Rice’s proposal called for a new com-

pany, to be owned fifty-fifty by Rice and by
A 60-tom war-surplus derrick
harge purchased for operation in

Southern California by Smith-Rice
Dewick Barges, Inc.

The miki-class tug Relief was purchased for wse m Los Angeles Harbor



Williamson collection. PSMHS.
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Crowley. Thomas B. Crowley Sr. agreed,
and Smith-Rice Derrick Barges, Inc. was
established to perform dredging, marine
construction, heavy-lifting, and other
derrick barge services in the Los Angeles,
Long Beach, and San Diego harbors.

War-surplus derrick barges and a couple of

bottom dump barges were purchased for

Upper left, the miki tug Monarch tows a dry dock in Puget Sound

the Southern California operation.

In Northern California, Smith-Rice
Company continued its operations wholly
owned by Charlie Rice, though Crowley’s
Bay Cities Transportation Company pur-
chased the war-surplus steel rig Derrick
Barge 7, which was outfitted with a
Washington Iron Works 50-ton crane.

Upper right, the PST&B g Douglas assists the Emie Pyle, named for the U.S, war corespondent who accompanied ULS. troops t major

fronts and was killed tn 1945

Lower lefr, the Wando performed Puget Sound rowing and ship docking as well as coastunse wowing before, durmg, and after World War 11

Lower right, the miki-class tug Sea Prince operated out of San Francisco

Joe D. Williamson collection, PSM.HS
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Puget Sound Alaska Van Lines,
a Crowley company established in
1958, operated between Seattle
and Seward, Alaska, and was
the first fully containeriged
common carier transportation
system to serve Alaska.




Chapter Seven QEEREI LIV

-p

¥
[}

pL.

4 Y‘!"!‘

"
"\
.‘



“We had been doing
car-floating on Puget
Sound for many years and
towing car floats on San
Francisco Bay, so we told
them we'd put together a
car float that would bring
railcars from Ketchikan to
Prince Rupert.”

CH AP T ER
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Footholds in Alaska

After many years of performing coastal
and oceanic towing services, the Crowley
company, in its seventh decade, initiated
regular transportation services to the vast
northern frontier of Alaska. These services
involved all coastal perimeters of the state
including the untamed Arctic, where his-
tory was about to be made.

In 1953, Puget Sound
Tug & Barge Co. (PST
&B) entered into a
fifty-fifty joint venture
with Canadian inter-
ests. The new company
was named Alaska-
British Columbia Trans-
portation Company
(ABC). The purpose of
ABC was to haul rail-
cars loaded with bales
of dissolving pulp on a
125-mile water link
between railroad tracks
at Ward Cove, in
Ketchikan, Alaska,
and Prince Rupert,
British Columbia, a

western terminus of
the Canadian transcontinental railroad.
The ABC link enabled pulp made by the
Ketchikan Pulp Company to travel by rail
all the way from Ketchikan to the U.S.
Atlantic Coast, where it was used by the
American Viscose Company in the manu-
facture of rayon yarn, a vital ingredient

in tire tread.

The first roll-on/roll-off barge used by ABC
carried eighteen railcars per load. The second,
built a few years later, had a twenty-four-
railcar capacity and was christened ABC 24.

Having seen the success of railcar barge
service at its Prince Rupert terminus, the
Canadian National Railway looked farther
west and envisioned a similar rail/water link
between Canada’s west coast and South-
Central Alaska. CNR officials visited

PST&B representatives, who confirmed that
such a rail link could be established between
Prince Rupert and Whittier. Soon after,
ABC barges were crossing the Gulf of
Alaska with railcars from British Columbia,
connecting at Whittier with the Alaska
Railroad.

The Alaska Railroad had its own vision of
the future, a vision that emphasized contain-
erized cargoes, and it was seeking a water
carrier who would move large numbers of
containers from Seattle to Alaska. The ship
operators weren't interested; the Crowley
organization was.

Crowley's first regular service between
Alaska and what are now the “Lower 48”
states was formed in 1958, the year Alaska
became the 49th state of the Union. Puget
Sound Alaska Van Lines (PSAVL) was a
common catrier service, transporting con-
tainers between Seattle and Seward, Alaska,
where cargo was transferred to the Alaska
Railroad for movement inland.

At PSAVL’s inception, much of its cargo
came by way of Crowley's industry ties to a
company called Coastwise Line, which was
in business primarily to move Crown
Zellerbach newsprint from the state of
Washington southbound to California. In
order to increase profitability, Coastwise had
built up a customer base for cargoes north-
bound from San Francisco and Seattle to
Alaska. When its newsprint cargoes began
to move by railroad instead of water,
Coastwise turned to PST&B to handle the
Seattle/Alaska leg of its northbound freight.
PST&B urilized Puget Sound Alaska Van
Lines to provide this service on a regular
basis, and it became the first common carrier
transportation system to Alaska to fully
utilize containers.

Four new steel barges were built for the
service, each capable of carrying 300 con-
tainers, stacked four high on deck. The origi-
nal plans had called for the Alaska Railroad
to provide containers for the operation.



PSAVL's bavge Seward carried
containers, highway trailers, mobile
units, and vehicles

Joe Dx. Williamson collection, P.SMH.S

Barge ABC 20, operated by
Alaska-British (Ju’:mbm

Transportation Company, was
equipped with rails to transport

railears between Ketchikan,
Alaska, and Prince Rupert,
British Columbia, Canada.




A crane positions a car on wp

of a three-high load of containers
aboard the barge Whittier

Crowley Jct‘r!nfm( a lv'mn.'uu:L to

secure contaimers for the ocean haul
without the need for lashing




When those plans changed, the Crowley

company had to purchase some 600 contain-

ers and install cranes at both Seattle and
Seward. It also built a terminal at the
Drummond Lighterage yard, on Harbor
Island in Seattle.

With this equipment and terminal facil-
ity, PSAVL operated successfully through
1962, when it became apparent that a
significant investment in containers, con-
tainer cranes, and terminal upgrading was

around the corner if PSAVL was to
continue its operations and develop its
market. Instead, the company decided to
convert a new container barge, which
was under construction at the time, into

a railcar roll-on/roll-off barge and intro-
duce a rail/water connection between the
railroads in the Lower 48 states and the
Alaska Railroad. (Chapter Eight details the
mitiation of Alaska Hydro-Traim in 1963.)

Pier 6, on Seattle's Harhor 1sland,
wats home for Puger Sound Tug &
Barge Company and Puget Sound

Alaska Van Lines in the early

1960s. The PSAVL hil'g( is loaded
with containers stacked four-high




The PSTEB tug Neptune assists
the ship Orsego

Making history in the Arctic

The Distant Early Warning (DEW) Line
radar installations were built in 1955 by the
U.S. government at various sites on the pe-
rimeter of Alaska, including the Aleutian
Chain and across the northern coast into
Canada. Resupply of the sites was complet-
ed by governmental agencies during the
summer months by means of cargo ships,
landing ship tanks (LSTs), icebreakers, and
other Navy vessels, There was no history of
commercial tug and barge operation in
Arctic waters, but government officials
responsible for deliveries of fuel and other
supplies to the DEW Line sites were
interested in a change.

In the summer of 1957 a portion of the
DEW Line resupply, composed of the
Bering Sea sites and the Aleutian Chain,
was contracted to a tug and barge service
based in Kotzebue, Alaska. By the following
summer, with Crowley's agreement to take

part in a joint venture arrangement for per-
formance of the resupply, the government
expanded the contract scope, adding the
Arctic coastline. The Crowley organization
acquired additional barges, tugs, lighters, and
shoreside equipment in order to perform the
deliveries to the Arctic outposts.

Timing was critical because of the ice pack
that remains close to shore near Pt. Barrow
throughout the year except for a narrow win-
dow of time, usually about six weeks in dura-
tion, when the prevailing winds push the ice
back, making way for vessel traffic.

The 1958 season was a success not only
in meeting all requirements of Project “Cool
Barge,” but also in completing the first pen-
etration of the Arctic by commercial tug
and barge services.

The joint venture came to be known as
APUTCO, an acronym for Alaska Puget
United Transportation Company, and

D. Willinmson collection, PSMHS
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continued as a joint venture operation into
the mid-1970s, when Crowley Maritime
acquired full ownership.

Outposts and native villages served by
APUTCO, which is still in operation today,
rely on the service for fuel and other bulk
products, construction materials, groceries,

vehicles, and heavy-lift cargoes. Virtually

all of the remote sites, which today number
some 130, are without dock facilities, and
require the company to perform shallow-
water and over-the-beach operations. In-
land cargo transports, which often entail
vehicular rreks up remote mountain roads,
are performed by specially tailored

APUTCO rrucks.

The small vefimed products barge
Putco 4, shoun in Seattle, lightered
DEW Line cargoes ashore in the
Bering Sea for Puget United Trans-
portation Company (latey venamed
APUTCO, Alaska Puget United

Transportation Compxny)



“A barge is a raft,
and a raft that fits flat on
the water and follows
the contours of the water
can't easily roll over. So
long as the hull itself is
full of air and it’s so wide
compared to its depth,
stability is not a problem.”

Coastwise transportation of lumber

In addition to activities in Alaska, there
was plenty going on in Crowley's West
Coast operations between 1953 and 1962.

During this decade the Crowley organiza-
tion took a look at the coastwise transporta-
tion of lumber by steam schooners and
determined that it could do a better job
with barges. The com-
pany was in the process
of designing barges
that would carry lum-
ber on deck and oil in
tanks below deck when
word got out to the in-
dustry, and one day
Whitney Olson, of
the Oliver J. Olson
Company, which trans-
ported lumber by steam
schooner, came to visit
Thomas B. Crowley Sr.
to discuss whether lum-
ber barging might be
done jointly by the
two companies.

An agreement was

Pacific No. | was designed and
buale by the Crowley company o
carry himber on deck and petrolewm
products in tanks below deck.

Juek's Photo Services

reached for a fifty-fifty
joint venture to be called Pacific Barging

Company. It was Olson’s intention to con-
tinue transporting lumber by steam schoo-
ner on the Pacific Coast in addition to the

traffic handled by the new joint venture, a
prospect that did not disturb Thomas B.
Crowley Sr., to whom it was clear that 50
percent of the profit of hauling lumber by
barges would be better than 100 percent of
the profit of hauling lumber by ships.

Crowley planned to carry lumber in 4 x
4-ft. parcels stacked seven high. Some in-
dustry observers voiced the opinion that
the Crowley barges would capsize if they
were towed while bearing the anticipated
28-ft.-high loads.

Two Crowley-designed barges, Pacific No.
1 and Pacific No. 2, were built for the new
service. Each carried four million board feet
of lumber, compared to the 1.7 million board
feet carried by a large steam schooner.

After two years of joint venture operation,
the Olson company decided to build barges
of its own to replace some of its lumber ships.
This was in conflict with the terms of the
agreement with Crowley, and the joint
venture was dissolved, with each company
taking one of the two Pacific Barging
Company vessels.

A new Crowley company called Oregon
Coast Towing was formed when Crowley's
lumber-barging activities began. Its purpose
initially was to tow the lumber barges. As
this business declined, the new company
towed primarily Crowley oil barges.




Ferry and excursion services on the Bay

The company’s San Francisco Bay passenger
services were also expanded during this period,
under the direction of Les Bedient. Built and
added to the passenger fleet between 1954 and
1958 were the Harbor King, Harbor Queen,
and Harbor Princess, all 400-passenger vessels.
In 1960 the company began ferrying commut-
ers between San Francisco and Tiburon, in
addition to its established operations running
sightseeing excursions out of Fisherman’s
Wharf and chartering vessels for cruises on the
Bay. Unlike its other services, Crowley’s

Tiburon ferry service was regulated by the
Public Utilities Commission of the State of
California, so Crowley created a company
called Harbor Carriers, as a subsidiary of
Harbor Tug & Barge, to control all of the
company's ferry service operating rights.

At the same time, Harbor Tug & Barge
purchased Golden Gate Scenic Steamship
Company, a San Francisco passenger services
company that transported passengers from
Fisherman's Wharf to Angel Island and per-
formed other excursion services on the Bay.

Orie Damewood Photography

Crowley's passenger services facility
at Fisherman's Wharf in the [950s

The 400-passenger Harbor King,
buile m the 19505, carries sightseers
om San Francisco Bay,

Croewley Maritime collection



Barge 12 was
and delives paving -_"!.1..{4.' .u;Jl.Jfl

converted 1o transport

Innovations for bulk cargoes

In the mid-1950s, United Transportation
converted barges to undertake the hauling
of penetration (paving-grade) asphalt,
which had never been transported by this
method before. The primary vessel was
Barge 12, a 230 x 46 x 16-ft. vessel outfitted
with coils and capable of carrying 3,000
tons of cargo. Barge 14, a 272 x 68 x 20-ft.
vessel, was also converted to this service.

The first haul of hot asphalt by a Crowley
barge was out of Portland to Anchorage.
Loading involved heating the asphalt to
350 degrees so that it could be pumped in
liquid state into the barge. Head of engi-
neering Jim Rettig watched closely as the
barge steel above the water line expanded
three inches with the super-hot cargo.
Rettig and workers aboard the barge wore
wooden shoes to keep from being burned by
the hot steel deck. The submerged portion
of the hull remained somewhat cooler but
was still hot enough to cause the water
alongside to bubble. Because this was the
first time such a move had ever been at-
tempted with a single-hull barge, it was un-
known whether the barge might break in
two because of the differing degrees of heat
expansion above and below the water line.

As it became apparent that the barge
would withstand the stress, the tow got un-

der way to Anchorage, where the Rogers
and Babler Company had built a receiving
terminal equipped with retort units, which
were used to reheat the asphalt cargo. It

took three days to return the cargo to a
pumpable consistency. Before Crowley
took on the challenge of transporting hot
asphalt, the oil companies handled the
difficult cargo by mixing in hor diesel oil,
which enabled the asphalt to be pumped
but had to be separated out subsequently
by distillation.

Using Barge 14, Crowley later performed
transportation of paving-grade asphalt from
Pt. San Luis in Southem California to a
Portland fiberboard plant, which used the
product in making asphalt roofing shingles.

Another bulk cargo which the company
endeavored to accommodate was copra, the
dried coconut meat from which coconut oil
is extracted. In 1954, Bulk Handlers Inc.
was established as a fifty-fifty joint venture
between Thomas B. Crowley Sr. and Ma-
rine Terminals Company to develop a more
efficient way of removing bulk copra from
ships arriving in San Francisco Bay from the
South Pacific. The new company converted
a 205 x 34-ft. LSM (landing ship medium)
for the job, equipping it with a diesel en-
gine and bulk moving equipment.

This line of business became obsolete
when coconut oil companies started pro-
cessing the copra into oil before transport-
ing it to the United States. The LSM was
dismantled and sold. Eventually Crowley
bought full ownership of Bulk Handlers,
and it continued as a stevedoring service in
the Pacific Northwest and Alaska.




A second shipyard in Oakland

By 1953, the Martinolich Ship Repair
Company, which owned a marine railway
and shipyard at the entrance to Lake Merritt
in Oakland, California, had fallen into finan-
cial straits. [ts creditors came to Thomas B.
Crowley Sr. to ask whether the Crowley or-
ganization would buy the shipyard.

Nort only did the Martinolich shipyard offer
a larger yard capacity than Crowley’s Pacific
Dry Dock and Repair Company, it also had a
2,800-ton concrete floating dry dock built by
the Navy for the performance of Navy con-
tracts. The Pacific Dry Dock facility, also
located on the Oakland estuary, was limited to

“Our plant at
Pacific Dry Dock
and Repair Company
was a little small for
our ever-increasing size
of tugs and barges.”

Martinolich Ship Repair Company,
Qakland, which featured a 2,800-
ton concrete floating dry dock, was
acquived by Crowley m 1953,

Crowley Maritime colleation
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1,000 tons for vessels entering its dry dock.
As for ledger considerations, the
Martinolich shipyard was broke and owed a
lot of money, but it offered a substantial rax
loss carry-forward that the Crowley com-
pany could use so long as it operated the
yard in the same businesses as had been pro-
vided there before, and it had a lease with
the Port of Oakland for the plant.
Recognizing an opportunity which contin-

ey
!

Numerous bulk petrolewm bavges were added to the Crowley fleet in
the 19505 to keep pace with the company's growing involvement in
petrolewm transportation. Barge 50 came off the ways in 1953 at
Pacific Coast Engineering Company, The 260 x 48 x 1 2- ft. barge
had o capacity of 24,224 barrels

ued to provide benefits for nearly four decades,
Crowley acquired the Martinolich shipyard,
paid off the creditors, and undertook the busi-
ness of dry docking Coast Guard cutters and
other government vessels. The company also
used the new yard to dry dock the largest
vessels in its own growing fleet.

In the late 1960s, the name of the
Martinolich yard was changed to Merritt
Ship Repair.

Pacific Coas Engineering Co






Two Crowley tandem tows
depart from Seattle in June 1968:
at left, two Alaska Hydro Train
barges loaded with railcars en route
to Whittier, towed by the tug Mercury;
at right, towed by the Sea Monarch,
two barges loaded with pipe.
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“The American
railroads decided they
wanted a roll-onfroll-off
railcar service from Seattle
to Alaska and we
commenced to convert
our activity to this type
of service when Alaska

was struck by a serious

earthquake in 1964.”

Inauguration of Alaska Hydro-Train

Alaska Hydro-Train (AHT) already had
a history before its first voyage in 1963,

In the late 1950s, the four major ULS. rail-
roads serving Seattle had observed Crowley's
successful railcar barge services between Brit-
ish Columbia and Alaska, and had requested
suggestions from Crowley and two other
water carriers as to how
the U.S. railroad tracks
might be linked with
the Alaska Railroad.

Thomas B. Crowley
Sr. recommended large
railcar barges, but the
railroad companies
leaned in favor of a
Japanese-built trainship
called City of New
Orleans, which had a
capacity of forty-eight
railcars. As a foreign-
registry vessel, however,
the trainship could not
be operated in U.S.
waters without violat-
ing the Merchant
Marine Act of 1920

(also known as the

Preceding page: Acrolist Phatographen, In

Thomas B, Crowley Sr. speaks at
the dedicarion of the first Alaska

HydrosTrain barge, Clair Engle

Jones Act). Backers
of the trainship service developed a Con-
gressional bill to bring the trainship under
American registry. Though introduced
twice in consecutive sessions of Congress,
the bill was ultimately tabled through the
persistent efforts of Senator Clair Engle.
Meanwhile, the Crowley company had
decided to convert a container barge, then
under construction in an American ship-
yard, to rail service, and eventually agree-
ments were reached with the American
railroads for a barge link between Seattle
and Whittier, Alaska. AHTs first barge
was christened Clair Engle in honor of
the California Democrat who was loyal
to the principles of the U.S. merchant
marine and had been so instrumental

in the company’s inception.

Railroad transfer bridges were built to pro-
vide for roll-on/roll-off loading and discharge
of railcars, which connected with the Alaska
Railroad for delivery along the Alaskan rail-
belt. North Star Forwarding Company was
initiated to provide LCL (less-than-carload)
freight consolidation services in Seattle.

For a year Crowley operated both AHT
into Whittier and Puget Sound Alaska Van
Lines into Seward, then came the earth-
quake in March 1964, when the dock at
Seward was totally destroyed. Only the
company'’s big crawler crane was saved. By
happenstance the terminal manager had
walked it off the dock the night before the
quake, and it was used to help restore order.

PSAVL suffered substantial losses in the
earthquake and rather than rebuild, Crowley
decided to concentrate on its railcar service.
PSAVL's 272- ft. steel container barges were
sold or chartered, providing the capital to
build four 350-ft. railcar barges. Soon even

t
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The raimship Alaska was used
in AHT service briefly in the
mid- 1970z, operated between
British Columbia and Whittier

Two AHT barges depart
from Seattle on the 1,378
route o Whittier.




larger equipment was engineered. By the
close of 1970, fifteen 400-ft. barges, with
beams of 76 and 100 feet, had been built,
some to carry railcars and some to carry
pipe and other cargoes. The 350-ft. vessels
had been converted to floating drill rigs and
pipe-laying barges.

As for the trainship City of New Orleans,
she was renamed Alaska and operated in
competition with AHT for many years, run-
ning between British Columbia and Alaska.

A new Crowley barge is equip
ped with rails at Pacific Coast
Engineering in Oakland

Railcar ransfer bridpes i
Whittier ( shoum) and i
for easy roll-onfvoll-off loading and

wH?l Wl fn:‘; 0] railcars
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Then in the mid-1970s when several of
Hydro-Train’s 400-ft. barges were needed
to carry oil industry cargoes to the North
Slope, Crowley purchased the Alaska and
operated her on the same Canada/Alaska
route for two years before she was removed
from service as economically unsound.
Later sold for use on the Alaskan North
Slope as a floating machine shop, the
trainship was shipwrecked on the Siberian

coast during a storm.
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Designing new classes of tugboats

By 1964, the company had begun to look
for ways to reduce the cost of operating a tug-
boat so as to improve its overall efficiency,
and had realized that the modern diesel en-
gines could eliminate the need for the large
engine-room crews that had been required

“We made the engine
room very simple, with
a minimum of valves and
auxiliary equipment,
and operated the engine
from the pilothouse.”

by the earlier reciprocating steam tugs.
Jim Rettig, working with Phil Spaulding,
a naval architect in Seattle, developed a
simplified engine room.
With all the gauges, alarms, and controls

Yison Photogrphy

Herringron<

located in the pilothouse, each tug required
only a single machinery superintendent.
Though this modernization of equipment
and its resulting improvements in working
conditions met with little or no opposition
from unions, it created a stir among com-
petitors, who objected to having to operate
their twelve-person boats in competition
with Crowley's eight-person tugs. It wasn't
long before the tugboat industry followed
Crowley's lead.

The first Crowley tugboat built with
the simplified engine room was the 121-ft.,
2,800-h.p. Daring, built in 1965.

By 1968, the Crowley company had de-
signed and built the twin-screw Sea Swift
class of tugboat, the most powerful tugs of
their time. The new tughoats featured the
pilothouse-controlled engine room and
were powered by two sixteen-cylinder,
General Motors Electro-Motive Division
turbo-charged engines generating 7,000
horsepower. Five Sea Swift-class tugs were
added to the Crowley fleet between
1968 and 1970.

The Daring-class tug Vigilant,
featuring the simplified engine voom,
was launched in 1966,
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The 7.000-h.p. Sea Swift was
baile in 1968
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Crowley's Nikiski Dock, near
Kenai, Alaska, was established to
rr.w ¢ shoreside support for oil
Industry operations in Cox k Jnf.‘t.

The Falcon was one of the
crew boats redeployed from Cook
Inlet 1o Singapore in 1971

itime collec
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The 165 x 36 x 15-ft. supply boat Rig Pusher was added
to the fleet in 1967 for use in supportmg offshore dnlling and
consiruction dactivibies



Support for the oil patches: Cook Inlet, Indonesia

In the 1960s, Crowley was called on by oil
industry officials to help tame the waters of
Cook Inlet, Alaska, where oil had been dis-
covered beneath the inlet floor. Huge tidal
variations and twelve-knot currents made a
difficult chore of setting platforms without the
high-horsepower tugs in use today, and no
marine support structure was then available.

Crowley responded to both problems,
rafting tugs together to achieve the neces-
sary horsepower, and establishing a com-
pany called Rig Tenders to furnish supply
boat and crew boat services.

In 1967 the company built Nikiski Dock,

also known as Rig Tenders Dock, near
Kenai. The facility continues in operation
today, providing stevedoring services, cargo-
handling equipment including cranes and
forklifts, and warehouse storage.

When Cook Inlet activities declined in
1971, much of the oil industry support equip-
ment amassed there was sent to Singapore,
where Crowley operated under the name
General Marine International Services. Some
twenty-six tugs, barges, supply boats, and crew
boats crossed the ocean to work in the Indo-
nesian oil patch, transporting personnel and
supplies to and from floating drill rigs.

A Crowley supply boat
attends a dnll rig Ckuﬁmn in
Cook Inlet, Alaska
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“We wereina
good position when ol
was discovered on the

North Slope.”

First years of the sealift

When oil was discovered at Prudhoe Bay
and neither air transit nor overland service
was suitable for the kinds of cargoes needed
at Alaska's North Slope, the oil industry
turned to Crowley. The operational tech-
niques required had already been pioneered
by Crowley in 1958 when the company
took the DEW Line re-
supply equipment into
the Arctic and brought
it back out again within
the narrow and unpre-
dictable window per-
mitted by the region’s
formidable climatic and
oceanic conditions.

The first sealift, in

T hivey-six bargeloads of pipe,
casing, and other oil field materials
were included in the 1970 sealift

1968, entailed two bargeloads with a total of
6,000 tons, including a drilling rig, casing, and
drilling mud, transported from Anchorage
to the beach at Foggy Island, about ten
miles east of Prudhoe Bay. In 1969, thirty-
two barges composed the sealift fleet, de-
parting from Seattle with 73,000 tons of dry
cargo and 125,000 barrels of petroleum.
This time the company augmented its tug
navigation capability with air-borne ice re-
connaissance. Flying as low as fifty feet
above the surface, the Crowley ice-recon
guide maintained communication with the
lead tug, giving headings for the safest route
through waters mined with ice floes and

recognized as one of the most hazardous
areas of the world.

Because of the risks involved in marine op-
erations in the far north, Crowley formed a
joint venture with Pacific Inland Navigation
called Arctic Marine Freighters to perform
the transports to Prudhoe Bay. Many of the
first eight sealift seasons were conducted
with Pacific Inland Navigation’s participa-
tion before Crowley acquired that company’s
oceangoing equipment in late 1975.

Soon the oil industry was ready to increase
the value and sophistication of the cargoes
entrusted to the service. Rather than con-
tinue to transport construction materials to
the Arctic and try to build complex installa-
tions in such a forbidding environment, oil
companies began constructing modules in
the Lower-48 states, complete to the last de-
tail, and committing them to Crowley barges
for the long haul north.

In 1970, the Crowley sealift delivered
187,000 tons of cargo, transported aboard
thirty-six barges. It was the largest nonmili-
tary sealift in maritime history to that date.
A national magazine writer, on hand to ob-
serve the massive project, wrote: “The
North Slope challenge had all the timing,
the logistics, the excitement, and the risks of
a ‘D-day’ landing—without the gunfire.”

Then, as suddenly as it had sprung up,
the activity at the North Slope quieted as

rowley Maritime collection
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the question of environmental safety took what, because the first time you take 437
precedence. The 1971 sealift carried just over tons at a crack off a barge, you don’t know
16,000 tons on six barges. Among the mod-  what will happen. Anyway, it came off very
ules was a 437-ton unit that was the first big  nicely during the night.”

module taken to the Slope. Thomas B. In 1972, only two barges traveled north,
Crowley Sr. later recalled: “I was at Prudhoe  carrying 6,192 tons. It would be three years
Bay the night they discharged the 437-ton before another sealift flotilla of significant
module and rolled it off the barge. Everybody size gathered on the West Coast for the
was anxious to see what would happen, journey to the North Slope.

whether the barge would break in half or

Left, a crawler transporter moves a
1971 sealift module to shore

Right, Barge 255 carried oil well
casing, drilling chemicals, and
modules weighing up to 437 tons
in the 1971 sealift

Crowley Matitime callection

The first dock at Prudhoe Bay was
composed in part of barges sunk to
rest on the bottom, Sha}p nu-draft
barges lightered pipe and ather
cargoes to this dock from larger

barges anchored offshore,

Crowley Maritime collection




“In 1971, the pipeline
was stopped by the
ecologists, so we had tugs
and barges that we sent
down to Florida and
nstituted a roll-onfroll-off
service with trucks

C H NPT ER E1 @
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Entering the Caribbean trade

Having amassed a large fleet of tugs and
barges to serve oil field development in
Alaska, then having that fleet idled by
Congressional debate about the future of
the trans-Alaska pipeline, Crowley officials
sought other utilization for this marine
equipment. Plans were developed for a
weekly roll-on/roll-off
freight service berween
Miami, Florida, and
San Juan, Puerto Rico.
The service, to be called
Caribe Hydro-Trailer,
would use Crowley’s 400
x 100-ft., single-deck
barges to carry ninety
trailers per load. The pri-
mary competition in the
tracde was a company
called TMT Trailer
Ferry, which operated
roll-on/roll-off service

« 3 with war-surplus LSTs
to Puerto Rico. (latiditig shi ks arid
had been struggling with
bankruptcy for many years.

Before the Puerto Rico Ports Authority
would grant harbor space to Crowley in San
Juan, the company had to agree to initiate a
second freight service to Puerto Rico out of

service would not be economically sound,
Crowley officials elected to enter the Carib-
bean trade, running Caribe Hydro-Trailer
out of Miami to San Juan and another new
company called Puerto Rico Marine Lines
(PRML) out of the Gulf.

Initiated in 1971, PRML provided com-
mon carrier freight service from the main-
land ports of Galveston, Port Arthur, and
Lake Charles to San Juan, Ponce, and
Mayaguez in Puerto Rico. The service oper-
ated three large warehouse barges, each with
some 380,000 cubic feet of covered cargo
area. Palletized cargoes were loaded and un-
loaded by means of forklifts. Two of the
barges had formerly been used by the com-
pany in a seasonal service, called Salmon
Carriers, carrying canned salmon on pallets
from Bristol Bay, Alaska, to Seattle.

After several months of Caribe Hydro-
Trailer operation, it was clear that there
was insufficient traffic on the Miami/San
Juan route to support both TMT and the
Crowley trailer service, so Crowley time-
chartered its Miami barges to TMT and
discontinued its own service.

In two years, Crowley would be back to ac-
quire TMT Trailer Ferry and begin a steady
growth to become the largest roll-on/roll-off
carrier in the mainland/Puerto Rico trade.

the U.S. Gulf. Despite its belief that a Gulf

A warehouse barge used by
the Crowley company Puerto

Rico Marine Lines to ca
cargoes between the LS, (J:zf
and Puerta Rico.

Crowley Maritime collecrion
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Photo by David Acevedo

Caribe Hydro-Trailer vessels pass
by Old San Juan, Puerto Rico
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The crew boat Eagle was used
to initiate passenger services in
outhern California,

The Harbor Queen and Harbar
Princess were le ned from sixty-
five to eighty-five feet in the early
19705 ta increase passenger vessel
capacity on San Francisco Bay.
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Creating a passenger service in Southern California

Santa Catalina Island, located just twenty-
six miles across San Pedro Channel from
Long Beach, California, was a place South-
ern Californians had heard about, but not
many had actually been there. The reason
was the limited availability of transportation
service to and from the island.

What service there was, was provided by
the steamer Catalina, a 2500~ passenger ship
originally built to service the island by
William Wrigley Jr., who had made a fortune
manufacturing chewing gum. Wrigley bought
the island, built a famous dance pavilion at
Avalon, and, through the 1920, ran three
steamers to transport large numbers of pa-
trons to and from the island. Wrigley died
during the Depression, and the Catalina
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Island service began a steady decline. It was
eventually sold and two of the steamers were
laid up. By the 1960s, the Catalina was run-
ning only during the summer months with
smaller boats providing transportation for is-
land residents during the winters.

In the late 1960s, the Crowley company—
which had by that time nearly eighty years of
experience in passenger transportation on
San Francisco Bay— was approached about
buying the steamer, but it decided instead to
create a new Catalina service. It took almost
two years to obtain a California Public
Ultilities Commission certificate to operate.
Finally in May 1970, Crowley’s Catalina
Clruises initiated services with two crew boats,

the Eagle and Mallard, formerly used to carry

Crowley Maritime collection




oil industry personnel in Cook Inlet, Alaska. sailings, Catalina Cruises revitalized the

Company officials could see the potential island and its tourism. The company was
of the service, and construction was ordered ~ soon breaking records for passenger vol-
at the Colberg Shipyard in Stockton of five ~ umes to and from the island. Les Bedient,
700-passenger vessels. The first, the Long who had long overseen passenger services
Beach Prince, was delivered in 1971, and all in San Francisco, was responsible for the
five were in service by 1977. startup and successful development of

Operating year-round, with reliable daily ~ Catalina Cruises.

Crowley Maritime collection

= Five 700-passenger vessels
were built for service between
Southemn California and Santa
Catalina [sland

(TP PRTEF I BV R S

.

In San Francisco, the 450
passenger Harbor Emperor
was added to the fleet in the

late 19605
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The 13,000-dwt Barge 101 was
built in 1968 for bulk perrolenm
service. Salvaged after a marine

accident in 1972, she was returned
to service with a center section

removed and a new displacement of

11,400 deadweight tons,

A Harbor Tug & Barge Company tug tows a 324-ft. section
u{' the Bay Area Rapid Transit (BART) District's twin-bore
tube doun the Napa River in 1968, The tube had been fitted
with a flexible seismic protection joint at Kaiser Steel.

Oil spill response

Marine Qil Pickup Services (MOPS) was
organized in 1970 as a logical extension of
the company’s involvement in bulk petro-
leum transportation. Based in Seattle,
MOPS provided oil spill prevention and
cleanup services throughout the Puget
Sound area and Alaska, as well as consulta-
tion for oil companies preparing emergency
plans. It also served as operating contractor
for Clean Sound Cooperative.

In Northern California, Harbor Tug &

Barge Company provided oil spill response
services for industrial customers and oper-
ated equipment for Clean Bay. Both
Clean Bay and Clean Sound Cooperative
are cleanup service groups composed of
oil producers, storers, and transporters.
MOPS laid the foundation for the
company’s more extensive involvement
in environmental services, beginning
in 1975, under the name Crowley
Environmental Services.

Crowley Mantime collection
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In the annals of ice and men, there
has been no other event to
compare with Crowley Maritime
Corporation’s 1975 sealift voyage,
when the largest fleet of the multi-year
project encountered the worst
Aretic ice conditions of the century.
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Mukluk trucks are loaded with
forty-cight-inch pipe destined for the
mrans-Alaska pipeline. Mukluk
Freight Lines was ouned and
operated by Crowley until 1987

“We have built a
substantial relationship
with the oil companies

over many years of
reliable service.”

A network of services in and to Alaska

For three years, 1971-1973, the fate of the
trans-Alaska pipeline was held in abeyance
as U.S. lawmakers and environmentalists
struggled with the energy vs. ecology issues.
Finally in November 1973, the Trans-Alaska
Pipeline Authorization Act was made into
law and the largest commercial construction
project ever undertaken
anywhere in the world
to that point resumed
full speed ahead.

By this time, Crowley
had already completed
six sealift voyages on
behalf of the oil indus-
try, and now it began
to develop a network of
services to support the
oil companies’ efforts

—

Preceding puge: Photo by Wally Foxal
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on the Arctic Coast of Alaska.

In 1973 Crowley acquired Mukluk Freight
Lines, an established Alaskan trucking firm,
and in the following two years Mukluk hauled
more of the forty-eight-inch pipe required for
the 800-mile pipeline than any other carrier.
By the late 1970s, Mukluk’s expanded fleet
included large vacuum trucks and water
trucks to service rigs drilling in the Prudhoe
Bay field. A Mukluk affiliate called Oilfield
Services, Inc. was formed to provide a variety
of landside services for the oil industry.

Northwestern Construction, headquartered
in Anchorage with field offices in Valdez and
Fairbanks, was acquired in 1974 to provide
general contracting, Its primary activities were
relocated to the North Slope in 1980.

In 1975 the sealift flotilla faced the worst
Arctic ice conditions of the century. In fleet
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Photo by Wally Foxal
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size, it was the largest sealift in the project’s
history, with forty-seven barges amassed to
carry 160,000 tons of cargo. That included
179 modules reaching as tall as nine stories
and weighing up to 1300 tons each, and
40,000 tons of general cargo—virtually
everything necessary to sustain North Slope
pipeline construction over the following
twelve months.

Sealift tugs and barges stood by off Alaska's
northwest coast for nearly two months wait-
ing for the ice to retreat. Ten barges took
advantage of a small lead in the ice in early

September and arrived at Prudhoe Bay after

a harrowing five days. At this point, general

cargo barges carrying lesser-priority equip-

ment and supplies were rerouted to Seward

for overland transport of their cargoes, but

the module barges continued the wait until

late September when the ice floe finally

moved back. At once, Crowley'’s tugs and

module barges lined up behind a Coast

Guard icebreaker for the slow and arduous

haul. When the ice closed again, it took as

many as four tugs to shove the barges, one

at a time, through the ice.

The 1975 sealift module barges
were stopped by ice within a mile of
the discharge site. Some modules
were lightered to the dock, but most
remamed offshore on barges frozen
in place until the oil companies

extended a gravel causeway [mm
the dock to the captive vessels.

Oceangoing module barges wait
together offshore as three tugs
maneuver one barge at a time,
lightering modudes o the dock.
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The 9,000-h.p. tug Wartior,
newly built in time for the 1975
sealift, rushes to leave the Beaufort
Sea as ice threatens its departure

“It was so late in the
season and the ice was so

thick we could only get
within a mile of the dock,

s0 we left the barges there,

brought the tugs out, and
during the winter the oil
companies built a further
ramp out to the barges.”

. H AP

Crowley's icebreaker barge Arctic

Challenger, pushed by two 9,000
h.p. tugs, apens a path through the

e for the 1976 .\(':IIIH ﬂl'l'[

By the 1976 sealift
voyage, Crowley had
designed and built the
310 x 105-ft. Arctic
Challenger, an ice-break-
ing barge propelled by
two 9,000-h.p. tugs to
break a path through
offshore ice. It has ac-
companied every sealift
fleet since, often carry-
ing cargo itself.

By the close of 1975
Crowley Maritime Cor-
poration had acquired
the oceangoing assets of
Pacific Inland Naviga-
tion Company, a joint
venture partner in

T E R N I N

APUTCO and Arctic Marine Freighters
activities. Crowley not only assumed full re-
sponsibility for the DEW Line and Prudhoe
Bay operations, but also formed new compa-
nies to utilize the added equipment. Arctic
Lighterage was formed to engage in freight
services at Bering Sea ports, and Pacific
Alaska Line began providing general freight
service from Portland to Alaska, and con-
tract transports of bulk urea southbound
from Kenai to West Coast ports. Two ware-
house barges, Oregon and Alaska, were built
for PAL service in 1975 and 1976.

Also in 1975, Crowley Maritime bought a
fleet of all-weather, all-terrain Rolligons,
which are vehicles that use large low-pressure
rubber air bags to traverse unpacked snow or
summer tundra, as well as sand or marshland.

Crowley Maritime collecrion




Barge 570 is loaded in Seattle
with APUTCO cargoes bound for
remote destinations in Alaska

wel causeway
il companies in
ide for offshor




A tank triuck is offloaded

from APUTCO's landing craft
Koyuk onto the beach at Barrow,
Alaska, without benefir of docking
facilities. The oceangoimg

havge 570 waits offshore

Pacific Alaska Line uses

warehowse barges to hawl bulk

wrea berween Alaska and the U.S.

West Coast, The barges also

accommaodate containers, modular
units, and heavy or oversize cargoes

Far vight, a PAL-West barge departs
from Seattle en route to Western
Alaska with a load of contaimers,

small boats, and building materials

early 1960s in the resupply of DEW Line
sites. With the purchase of a fleet of
Rolligons, a company called Crowley All
Terrain Corporation (CATCO) was estab-
lished to use the vehicles in the Arctic, pro-
viding transportation of personnel and sup-

plies to remote sites. CATCO vehicles haul
everything from fuel to housing, and are also
used to build ice roads strong enough for con-
ventional vehicles to travel. In 1982, Crowley
designed and built light all-terrain vehicles
(LATVs) to expand the capability of its

Photo by Brian Moran
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Crowley tugs assist the loaded
tanker Keystone Canyon in ity

departure from Valdez Harbor,

Assigned 1o Valder tanker-assist and
escort services, the Sea Swift is
outfitted with firefighting capability.

North Slope CATCO operation to construct
ice roads on the Beaufort Sea.

Pacific Alaska Line-West was initiated
as a seasonal common carrier service to carry
general cargo from Seattle to Western Alaska
ports on the Bering Sea from Bristol Bay to
Barrow. In 1977, the company used the ice-
breaker Arctic Challenger to achieve the earli-
est spring delivery to Nome by sea on record.

In mid-summer 1977, the 800-mile
trans-Alaska pipeline carried its first oil
from Prudhoe Bay to Valdez. Crowley Mari-
time was selected by Alyeska to provide ves-
sel assist and escort services at Valdez for
tankers loading crude oil to transport to the

Lower-48 states. Three 7,000-h.p. Sea Swift-
class tugs were outfitted with firefighting
equipment, including hydraulic relescoping
masts that extend to seventy feet above the
waterline. Pumping systems aboard the tugs
deliver seawater at the rate of 3,500 gallons
per minute and foam at 2,500 gallons per
minute. Every tanker arrival and departure
since the terminal commenced operations
has been assisted by Crowley tugs.
Shaughnessy & Company, based in Au-
burn, Washington, was acquired in 1981
primarily to serve the heavy-lift/heavy-haul
requirements of Crowley's land operations in
Alaska, including loading/offloading and

Photo by Brian Morun

Photo by Brisan Moran
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overland transports of sealift modules.
Shaughnessy provides heavy-hauling, rigging,
and millwright services throughout the
western United States and Alaska. Today, its
trailer fleet includes rubber-tired, hydraulic
platform trailers (RTVs) that can haul modular
units up to 3,200 tons and can be configured

with as many axles as are needed for the cargo.

Despite the obvious success of its equip-
ment at the North Slope, Crowley spent no
time resting on its engineering laurels. In
1982, four Point-class rugs and a 205 x 90-ft.
icebreaker lﬁ;ll'_ut' were added to the Prudhoe
Bay fleet specifically to perform shallow-
water services in support of the oil industry.

=-‘qu!,i!l. I

"

Lap \fl.m;jiln;'n'\. o -I?PIJ‘.IH\.\ risbber-tived mrailers ave used to offload modules from J'\;'!;‘m at Priedhox

Bay and transport them inland

Bottom, volling on lavge rubber bags, CATCO) vehicles transport equipment, supplies, and persommel to
remaote regions of the Arctic at any tme of the year, m any kind of weather, Because the imprnt left by the
bags is almost nil, the CATCO vehicle operates on delicate nndva with virtually no damagp

rowley Muritime collection
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The tug Invader was the first

of a series of 9,000:h.p. tugs,

the maimstay of Crowley's tug and
P?m',l.h' aperatiems

State-of-the-art vessels

Perhaps more than any other single type
of equipment, Crowley Maritime's Invader-
class tugboats have come to symbolize the
company. Powered by the largest General
Motors engines built in the U.S. for ocean
service, the tugs are well known in the
industry for strength, quick response,
maneuverability, and towing speed.

Between 1974 and 1977, twenty-five

Invader-class tugs were built for Crowley for

ocean towing services in all types of loca-
tions and weather conditions. The tugs are
fully instrumented with pilothouse control,
and are designed with twin screws and

triple rudders. Outfitted with double-drum
towing winches, they are used to tow the
company’s large oceangoing barges either
singly or in tandem.

To upgrade its oil barging services,
Crowley added nine 450-series petroleum
barges, each with a capacity of 16,200 long

tons, to the fleet. Some of the vessels were

built new and some were converted from
existing 400 x 100-ft. barges. Four of the ves-
sels were built with heating retort systems
and coils for use in keeping black oil cargoes
in a liquid state.

In 1980, Crowley converted for salvage
service a 205-ft. trailer ship formerly used in
the company’s Caribbean operations. The
Arctic Salvor was outfitted with four DTW-
150 Skagit double-drum winches, each ca-
pable of pulling 350,000 pounds. The vessel
was powered by two D-399 Caterpillar en-
gines and equipped with a 200-h.p. bow

thruster, a helicopter deck, an ice-strength-

ened hull for Arctic operations, and special
ballasting capabilities. That summer it made
its first of many trips north husbanding the
sealift flotilla. Based in Seattle, the Arctic
Salvor is the largest salvage vessel on the
West Coast and provides more line pull for
freeing grounded vessels than any other
salvage vessel in the United States.



Crowley's 450-sevies petroleum
barges offer a cuble capacity of
149,700 barrels each

The Arctic Salvor is outfitted
for all eypes of he huty marin
salvage work, mcludimg wreck
removal, vaising sunken v
underwater vepairs, and
refloaeing prounded ships




Four 580 x 105 x 57-ft., H‘lp’u-
deck barges operate benween
the LS, mainland and Puerto
Rico,carrying up to 374

40-ft. mailers each

A second deck added o TMT's

400-ft. trailer barpes doubled their

capacity to 180 wrailers each

Making a big splash in the Caribbean trade

In 1974 Crowley Maritime Corporation
acquired its former competitor in the Puerto
Rico trade, TMT Trailer Ferry, which at the
time was in bankruptey court. Under
Crowley ownership, the company was re-
named Trailer Marine Transport (TMT)
and became the focus of a concerted effort
to develop marketshare.

Jacksonville, Florida, was added to Miami
as a mainland port of call, and more single-
deck, 400 x 100-ft. barges were added to the
service. These barges were subsequently

double-decked, then later triple-decked to
increase TMT’s trailer capacity. Several of
the company’s new 9,000-h.p. tugs were
committed to TMT. In 1978, the company
developed the world’s largest roll-on/roll-off
barges for the mainland/Puerto Rico service,
At 580 x 105 x 57 feet and featuring three
decks, the new barges carried up to 374
40-ft. highway trailers apiece. The first to
come off the ways was La Reina, and all four
were in service by early 1980.

New terminals in Jacksonville and San

e L ) S



Juan were constructed to support TMT'srap-  islands in the Caribbean were performed by
idly growing activities. In 1980 a new termi- Interisland Intermodal Lines. Crowley

nal, capable of handling TMT’s world-class Towing and Transportation was formed to
triple-deck barges, was built at Lake Charles, provide contract tug and barge services, in-
Louisiana, and the operations of Gulf Carib-  cluding movement of bulk petroleum car-
hean Marine Lines, formerly known as Puerto  goes, on the Gulf and East coasts.

Rico Marine Lines, were rolled into TMT. In By the end of the 1970s, TMT was the
1982, TMT established a terminal on Petty Is-  largest RO/RO carrier in the Caribbean
land, near Philadelphia, and began providing  trade operating out of the U.S. Southeast

roll-on/roll-off trailer service between the and Gulf. As an adjunct to its common
Northeast and Puerto Rico. carrier services, TMT had also begun to

In the late 1970s, TMT established a provide such ongoing contract services as
trailer service to Venezuela, and CTMT, Inc.  the resupply of the U.S. Naval base at
was formed to provide weekly sailings from Guantanamo Bay, Cuba, and the move-
Puerto Rico to the Dominican Republic. ment of bulk mail to Puerto Rico for the
Feeder services from Puerto Rico to other U.S. Postal Service.

West Coast services continued to evolve

“What we try to do is

give a good service to the
customer no matter what
we do, whether it’s taking
people to Alcatraz or
moving gasoline to
Crescent City or hauling
modules up to the North
Slope or railcars to
Whittier or whatever.” R

s
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Crowley’s San Francisco passenger services, Wharf. The company's Pier 41 facilities PCH T £ S N I
: ‘ , ) . ] : _ company built a new termmal

previously identified as Harbor Tours, came  were upgraded with a new pier, pier plat- office and passenger facility
to be known as the Red & White Fleet dur-  form, and two-story terminal building. e
ing the 1970s. The 500-passenger Royal Star, In Southern California, Catalina Cruises
the 450-passenger Royal Prince, and 150- was continuing to grow at a record-breaking
passenger Royal Knight were added to the pace. The company was operating between
fleet, and, in 1982, ferry services were initi- Long Beach and San Pedro on the main-

ated between Sausalito and Fisherman’s land and Avalon and Two Harbors on



A pusher tug manewvers
gram/perroleum barges on the
Columbia River.

Towed in tandem, a container barge
and a warehouse barge deliver HML

cargoes to Honolulu.

Santa Catalina Island, as well as providing

harbor cruises and whale-watching voyages.
By 1981, the service was carrying over half a
million passengers per year round-trip from
Southern California to the island and back.
Columbia Marine Lines, formerly owned
by Pacific Inland Navigation and acquired

by Crowley Maritime in 1975, operated

a fleet of grain/petroleum barges on the 700-

mile-long Columbia/Snake river system in

the Pacific Northwest. Under Crowley own-

ership, CML's fleet was enlarged and improv-

ed in efficiency, then finally sold in 1987.
Hawaiian Marine Lines (HML) was

mmmercial Studios
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established in 1975 to revive Pacific Inland
Navigation's common carrier service for
general cargoes from the Pacific Northwest
to Hawaii. Using a warehouse barge, HML
initiated a monthly service from Oakland
and Portland to Honolulu.

Both Crowley Maritime Salvage and
Crowley Environmental Services Corporation
(CES) were established in 1975 to respond
to maritime disasters. Though salvage serv-
ices had been performed by the company as
long as it had provided tug services, now
there was a group of personnel dedicated to
competing for salvage business worldwide. In
1978, the salvage group was awarded a U.S.
Navy contract to man and maintain emer-
gency ships salvage material (ESSM) at two
warehouses, in California and Virginia.

CES was formed to expand the company’s
environmental services to the entire West
Coast and Alaska. It encompassed environ-
mental services formerly performed by
MOPS in Seattle and Harbor Tug & Barge
in San Francisco, and provided oil spill
cleanup, dock and vessel booming, design
and installation of protective facilities,
contingency planning and consulting.
Eventually CES offices were established on

the U.S. East and Gulf coasts and in Puerto
Rico, as well.

One of the early large oil spills on which
CES and Crowley Maritime Salvage
worked together was the 1979 spill in the
Bay of Campeche, Mexico, the worst spill
to that date in history.

In 1975 Smith-Rice Derrick Barges be-
came a wholly owned Crowley Maritime
company and was renamed Crowley Der-
rick Barges, Inc. The 350-ton-capacity der-
rick barge DB 300 was built the following
year. In 1979 the name was changed again
to Crowley Constructors, and the company
continued to pursue contracts in offshore
construction, A key project in the early
1980s was the installation of the first single
anchor leg mooring (SALM) system on the
U.S. West Coast. The 500-ft. SALM riser
buoy installed in the Santa Barbara Chan-
nel was designed to funnel crude oil from
undersea oil pipelines to the surface and
into a permanently moored tanker.

In the late 1970s, several consolidations
of services were effected in California.
Coastal Towing and Lighterage was formed
to serve the oil companies’ lighterage, bun-
kering, and tanker-towing requirements in

A CES workboat deploys oil spill
contamment boom.



San Francisco. United Transportation Com-
pany and United River Lines were rolled
into Coastal Towing and Lighterage, and
four of the new 450-series oil barges were

assigned to the service. Shipowners and
Merchants Tugboat Company and Bay
Cities Transportation Company were
consolidated into Harbor Tug & Barge.
In Southern California, United Towing

The derrick barge DB 300, outfirted
with a 188-ft. floating revolving
craneg, offers a lift capacity to 350
tons and four-point mooring

A 450-series petroleum
barge lighters cargo from a tanker
in San Francisco Bay

Company and San Diego Transportation
Company, both of which had been formed
to provide harbor and river oil barging,
were consolidated into Crowley Towing
and Transportation. CTT also provided
tanker services, support services for offshore
oil platforms in the Santa Barbara Channel,
and other tug and barge operations in
Southern California.




The 500-ft. SALM riser, on site for submersion and installagion in the Santa Barbara Channel
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International services

As Crowley Maritime Corporation be- oceanic conditions. In the early 1970s,
came increasingly known for its abilities PST&B furnished most of the tugs for
in handling difficult projects in challeng-  this demanding operation.
ing environments, the company’s partici- Crowley's Arctic experience brought
pation was sought for numerous ventures about the company’s participation in a
all over the world. Canadian joint venture, Arctic Transpor-
The Union Towing and Transportation  tation Ltd., based in Vancouver, British
Company was a joint venture uniting Columbia. ATL was formed in 1973 to

Crowley Maritime with a Belgian corpora-  provide coordinated transportation to the
tion and a Canadian company to provide ~ Western Arctic, using the combined equip-

anchor-moving services for pipe-laying ment and resources of the four companies
barges in the North Sea, where powerful in the consortium.
equipment was required to withstand In 1974, Crowley formed a joint venture

A powerful Crowley tug holds its
oun during anchor-moving activities
in the tempestuous North Sea.

Crowley Moritime collection
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called Brinkerhoff Maritime Drilling to pro-
vide drilling services in Indonesian waters,
and subsequently in Papua New Guinea and
elsewhere. Brinkerhoff became a wholly own-
ed Crowley Maritime company operating a
400-ft. offshore drill barge, Brinkerhoff I, a
drilling tender, Brinkerhoff I, and other rig
inventory. In 1982 Crowley sold its rigs and
operating contracts to P.T. Patra Drilling
Contractor, an Indonesian company in which
Crowley Maritime Corporation continues
to hold an ownership interest.

In 1975 a joint venture named Global
Transport Organisation (GTO) was formed
with two Canadian firms to perform inter-
national tug and barge transportation. One
of GTO's biggest rig transport projects was
the 1977 move of the Interocean 1, an
11,500-ton, 280-ft.-tall rig moved from
Nihama, Japan, to Coatzalcoalcos, Mexico.
Using a Crowley-pioneered loading tech-
nique, the company loaded the rig onto a
400 x 100-t. barge and towed it 15,250 miles

in seventy-seven days.

Two companies that operated briefly
as affiliates of GTO were Euro-Arab Sea
Trailer (EAST), which carried containers
and trailers by triple-deck barge between
Europe and Saudi Arabia, and Trans-
Arabia Trucking Company (TATCO),
which provided trucking services for EAST
cargoes arriving in Saudi Arabia. Subsequent
changes of ownership made GTO a wholly
owned Crowley company.

Several international joint venture
partners joined with Crowley Maritime to
perform five transports of record-breaking
modules from Japan to Saudi Arabia in
1980-1981. Weighing 1,485 tons each, the
modules—boilers for the Yenbu-Medina
Desalination and Power Plant—were the
largest single pieces of cargo ever trans-
ported into the Kingdom of Saudi Arabia.
Loaded in Japan by Sankyu, Inc., the mod-
ules were transported by Crowley Maritime.
On arrival at Yenbu, the modules were
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The 400-ft, drill barge Brinkerhoff |
is capable of drilling to 20,000 feet
into the ocean floor,



Far vight, Crowley barge 450-10
hauls heavy modules from Japan to
Sardi Avabia for the Yenbu-Medina
Desalmation and Power Plant.

Bottom, more than 300 modular
office buildings were ransported
aboard Crowley 400-ft. barges from
the U.S. West Coast to Damman,
Saudi Arabia, in a 1975 project

offloaded and hauled overland by Crowley-
affiliate Saudi Arabia Transport Organisa-
tion, Ltd. (SATOL), which provided a range
of cargo-handling services in the Kingdom.
Customs clearance was provided by yet
another affiliate, SALACON, Ltd.

In 1979 and 1980, Crowley was a fifty-
fifty joint venture partner in TAB, a com-
pany formed to pursue tug and barge services
in Mexico and Central America in support
of construction and drilling operations.
TAB's principal activity was hauling
410,000 metric tons of rock for a tanker
terminal in Mexico.

Having successfully initiated crew boat
and supply boat services in Singapore in
1971, Crowley expanded its overseas activi-
ties, first by forming P.T. Rig Tenders to
provide offshore support services in Indone-
sia, then by mobilizing vessels from General
Marine International Services in Singapore
to perform marine services in Bahrain, on
the Persian Gulf.

In the early 1980s, Crowley completed a
unique “design-buy-build” project for Chev-
ron Qil Company operations on the White
Nile River in Sudan, Africa. The company
designed tugs and barges for operation on a

‘.‘,_f_‘

‘.\‘ “1

456-mile stretch of the river, then obtain-
ed bids worldwide for the manufacture

of the vessels. A shipyard in Holland won
the bid and constructed the equipment in
modular and panel form so that it could be
transported overland in Africa to Kosti for
erection and launching on the Nile.
Crowley established a shipyard in Kosti and
assembled the vessels, then operated them
for Chevron for one year.

Of the company’s many developments
during the early 1980s, one of the most far-
reaching for the company’s future was the
acquisition in 1982 of Delta Steamship Lines,
a U.S.lag service operating with twenty-
four vessels on five trade routes between the
United States and South America, Central
America, the Caribbean, and West Africa.
Delta’s operations were severely restricted by
its operating subsidy contracts, which contin-
ued to hamper its efficiency and profitability
under Crowley ownership. The steamship
line was sold in 1984, but not before Crowley
had designed and built new vessels which
eventually were returned to Crowley and
were the foundation of a new era in Crowley
international operations. (Chapter Ten outlines
the evolution of Crowley's successful liner services.)
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The triple-deck barge Arab

Falcon was used by EAST to

carry cargoes from France and
Italy to Saudi Avabia

Using its float-on/float-off
technigue, Crowley loaded this
entire dredge fleet onto a single

barge for transportation from
the U.S. to Kenya.

Galbert Film Productions

» by Aero Fic

Phest
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Specialized ocean transports

Crowley Maritime's experience in ocean
towing extends to all major oceans of the
world and encompasses the transportation of
cargoes that, often, no other maritime com-
pany would attempt. In the performance of

these projects, the company pioneered many
load/offload techniques for handling drilling

“The company is a
fairly large, experienced,
and, in my opinion,
excellent organization
that can do things
alittle better than
the next fellow.”

Crowley Maritime collection

rigs, dredge fleets, huge pressure vessels,
processing plants, heavy-lift modules, and
other large and unwieldy cargoes.

Among these techniques is float-on/float-
off loading, a process by which an oceango-
ing barge is ballasted down in a controlled
sinking so that cargo can be floated into
place over the deck. Deballasting lifts the
barge and loads the cargo on deck, where it
is then secured for the ocean voyage.
Crowley used this method in the mid-1970s
to load an entire dredge fleet, including
dredges, dredging equipment, pipe, and
pusher tugs, for transport aboard two barges
towed in tandem from New Orleans to
Iquitos, Peru, South America. The tow
navigated some 2,200 miles of the Amazon
River without benefit of a navigational-

aids infrastructure.
In 1981 another entire dredge fleet, this
one owned by Great Lakes Dredge and
Dock, was floated onto a CMC barge for a
10,200-mile transport from Morgan City,
The ooo . ug &pm pous
Shenandoah en route
m 19 6 Housum to
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Louisiana, to Mombasa, Kenya.

For loading certain types of offshore
drilling rigs, Crowley developed the tech-
nique of jacking the rigs up out of the water,
positioning an oceangoing barge between
the rig legs, and jacking the units down
to rest on deck.

Innovation was also required when the
company transported four bargeloads of
construction equipment and housing from

At a vemote beach in Halti in 1978, Crowley conseructed sand
ramps to discharge barges loaded with construction equipment
and housing

Crowley Maritime collection

Jacksonville, Florida, to a remote beach
near Les Cayes, Haiti, in 1978. Because no
dock facilities existed, the barge was
beached and sand ramps were constructed
so that cargo could be rolled off the barge.

Crowley has built a reputation that is re-
spected industrywide not only for its innova-
tive cargo-handling techniques, but also for its
ability to handle all aspects of the cargo move
from point of origin to final destination.
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Liner services to South America

Crowley Maritime's acquisition of Delta ships accommodate heavy-lift cargo, 200
Lines in the early 1980s introduced the com-  refrigerated containers, and thirty 40-ft.
pany to liner activity and, though the waters  roll-on/roll-off trailers as part of the overall
were rough at the outset, it served as a spring-  capacity. They are equipped with container-
board for the liner operations that today cover  handling gantry cranes, enabling them to

the entire Western Hemisphere and have load and offload containers without shore-
become the corporation’s major emphasis based assistance.
in the early 1990s. The first Sea Wolf-class ship went into serv-

In an effort to increase  ice in 1984 and two more were delivered in

“I am Concerﬂed [hat the efficiency of the 1985, but by then, Crowley Maritime had

Delta operation and negotiated an agreement with United States

there iS not a proper bring containerization  Lines. Having determined that the Delta

to the Latin American trade routes, as structured and constrained

app'reClaum b}' the trade, Crowley introduc-  under subsidy agreements, could not be

i ed intermodal methods ~ made profitable, Crowley chartered the
ATanCCln people Of the and built three contain-  three new ships to U.S. Lines, which also

erships ideally suited to  acquired Delta’s existing fleet, trade routes

Tleed fOT an Amencaﬂ" the South American to South America and West Africa, and

fgfeacfdis: e SrAmsiwees
American-buil, e St e Pl bartine, ks
Amenconmannad,  Smswiine  ekdsliidon e debn
Anmn’md . largest TEU capacity Establishing a company called American

of all vessels operating ~ Transport Lines, Crowley added three

OuT Country s graduau between North and chartered ships to the Sea Wolf container-

South America. Built ships and started a new weekly liner service

't at Odense Shipyard in ~ out of the Atlantic Coast to South America.
grawtaang o f ewer Cmd Denmark, the 643-ft. American Transport Lines (AmTrans) was

fewer American-flag
ships, and I think this i+ e o

is a real disasterfm‘ : : " T SRR
the United States.” i e Sl S S

- <
3 .-

Preceding page: Photo by Brian Momn
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Photo by Betan Moran

The 2,000-TEL ship Sea Lion calls at Puerto Cabello, Venezuela



initiated to provide express container service
between the United States, Venezuela, and
the East Coast of South America, including
Brazil, Uruguay, and Argentina, with service
overland from Buenos Aires to Paraguay.
From the beginning the service—the first
weekly operation ever to this region from the
United States—was well received, and even
though it had started from scratch, in just four
years 1t was carrying more n[ll;lincl’lic\] cargo
between the U.S. and these South American
ports than any other carrier.

The South America service became
known as American Transport Lines SA

when the company initiated service on a
second trade route, serving North Europe
and the Azores. This service was suspended
when the U.S. military requested the
company's vessels in that trade for use in
the Persian Gulf mobilization during
operations Desert Shield and Desert Storm.
The Military Sealift Command chartered
from Crowley not only the two AmTrans
Ni‘ui]\\, but also the 553-ft. roll-on/roll-off
ship Senator, a 16,000-dwt barge, and a
tugboat. In late 1991 and early 1992, the

vessels were returned to Crowley operations
serving the Americas.




Container yards, like this one in
mmezuela, and dedicated inland
terminals in South America,
lend to the overall efficiency of
the liner service operation.,

Containers are loaded aboard the
Sea Lion by both a dockside crane
'S own gantry crane.
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Liner services to Central America and points beyond

The east coast of South America was
just one arena of Crowley Maritime's ad-
vancement in liner services in the late
1980s. Another was a vast area encompass-
ing the western Caribbean, Central America,
and the north and west coasts of South
America. In 1986, Crowley acquired CCT,
which had introduced roll-on/roll-off serv-
ice between the United States and Central
America some years before. The company’s
acronym remained the same when the
name changed to Crowley Caribbean
Transport. Based in Miami, Florida, CC
transports containers, trailers, and all types

of rolling cargoes. Its refrigerated trailers

The American Falcon, formerly
wsed by Crowley in service to
Ewrope, was one of three voll-on/
roll-off ships chartered to the U.S
Military Sealift Command to
support military actions in the
Persian Gulf

provide the safe, swift, and reliable trans-
portation essential for Central America’s
[\1,‘I'i.\|l;|{1|l.' CArgoes.

Using roll-on/roll-off ships, Crowley pro-
vides direct service from the U.S. East and
Gulf coasts to Panama, Costa Rica, Guate-
mala, and Honduras, with service overland
to El Salvador and Nicaragua. For the West
Coast of South America, Crowley sails two
650-TEU vessels calling fortnightly at
Philadelphia, Jacksonville, and Port Ever
glades in the ULS., and at ports in Ecuador,
Peru, and Colombia. In the Caribbean,
Crowley roll-on/roll-oft ships call regular Iy
at Montego Bay and Kingston, Jamaica.
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Above, Crowley is presently adding
9,000 new steel containers to its
equipment in service between the

U.S. and Latin America.

Phata by Brisn Moran

Above right, the roll-onfroll-off
ship Senator is used m service
w Central America.

Two CCT roll-onfroll-off ships at
Crowley's 58-acre South Florida
terminal, m Port Everglades.
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World-class service to Puerto Rico

In 1984 Crowley Maritime topped its own
achievement of building and operating the
world’s largest RO/RO barges. Five 400-ft.,
triple-deck barges were “stretched” to 730
feet with the addition of 330-ft. midbody
sections, Conversion of the five barges was
contracted to J.R. McDermott shipyards in
Morgan City, Louisiana, and the first to un-
dergo the stretching was the barge San Juan.

All five barges were put into service for
Trailer Marine Transport in the Caribbean
trade between the U.S. mainland and Puerto
Rico. The capacity of each vessel increased
by 78 percent from 288 to 512 FEUs (40-ft.-
equivalent units). Added to the four 580-ft.
barges already in service, the converted ves-

sels brought TMT’s triple-deck barge fleet
to nine vessels.

Today, Crowley serves the Caribbean
trade on three barge routes from the U.S.
to Puerto Rico. Barges bound for San Juan
sail from Jacksonville three times a week;
from Pennsauken, New Jersey, weekly; and
from Lake Charles, Louisiana, every eight
days. From San Juan, service continues to
other islands; in all, twenty-two Caribbean
islands are served by the company.

From Port Everglades, in South Florida,
Crowley provides direct services to the
Dominican Republic on a weekly basis
and to the U.S. Virgin Islands twice a
week. A Crowley containership service

Crowley's terminal in Lake Charles,
Louisiana, accommadates a

CCT ship and a 730-ft. barge at
the same time



Each of five 730-ft., triple

deck barges in service between the
LJ.S. mainland and Puerto Rico
carries up to 512 rrailers

Trailers ave loaded or offloaded
on all three decks of a triple-deck
barge simultaneously by means of
triple«ceck ramps at all company
terminals serving the mainland/
Puerto Rico trade voute. Shown
ts the Northeast terminal, a 58-
acre site at Pennsauken, New
Jersey, near Philadelphia.

established in 1985 to carry cargo between
the U.S. and Colombia now makes a stop
en route in the Netherlands Antilles.

Not only have Crowley’s liner and common
carrier services become increasingly
sophisticated, so have the computer technolo-
gies that support them. The company has au-
tomated tariff retrieval systems, automated
booking, electronic data interchange, and data

communications. Crowley was first in the
industry to establish a data input program ac-
cepted by the Federal Maritime Commission.
Personnel dedicated to intermodal opera-
tions use electronic means to monitor 3,000
transportation moves a day through more than
forty inland terminals in the United States.
Imaging technology is used not only to track
equipment, but also to recover costs of repairs.

John Tannock Photography
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The compeny's 5 2-acre terminal at
Isla Girande, San Juan, Puerto Rico
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American Marine Transport
(AMT), a Crowley company,
holds 1CC operating auchority in
all forty-efght contiguous states
AMT operates a fleet of trucks
in support of Crowley's water
services between the .S, and
the Caribbean, Central America,
and South America.

watiy by Byron Lemmon
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The 1983 \r.'(lh]l' was mm[umzd' of a

flotilla of wwentyesix barges, fourteen
tugs, and accompanying vessels,
Here, the fleer has just arrived in the
icy waters of the Beaufort Sea

Phisto by Brinn Motan

The 9,000:h.p. tug Warrior tows
a 400 x 100-ft. barge loaded with
a drilling rig broken down into
maodulay components, 1991,

Continued commitment to Alaska

In more than twenty summer sealifts, uti-
lizing a fleet of 400-ft. barges and 9,000-h.p.
tugs, Crowley has transported some 315
bargeloads of oil field modules and supplies,
totaling over 1,185,000 tons. Sophisticated
sealift modules, weighing up to 5,400 tons
and towering 121 feet high (eleven stories

tall), have originated at numerous U.S. West

Coast ports and, on occasion, the U.S. Gulf
and the Far East. Full responsibility for all
aspects of the sealift, from points of origin to
final placement in the oil fields of Prudhoe
Bay and other Beaufort Sea points, has
rested with Crowley Maritime Corporation.

In the course of performing the annual
transport project and the APUTCO resup-
ply, Crowley has written the history of
marine transportation in the Arctic.

Over the winter of 1988, Chevron wanted
an economical and environmentally sound
platform from which to drill an exploratory
well in twenty-four feet of water in Prudhoe
Bay. Crowley All Terrain Corporation used
its high-volume pumps to build a 13-mile ice
road to the offshore site, with five miles of
the road grounded and eight floating. Once
the road was completed, CATCO began
- r
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construction of an island made completely of

ice, forty-six feet deep and 890 feet across.
Anchored by its weight to the ocean floor,
the ice platform rose twenty-three feet above
sea level. The island remained a solid struc-
ture throughout the drilling phase, and in
the spring, well after all drilling equipment

had been removed, it began to disintegrate.
By summer it was completely gone.
CATCO's high-volume pumps have also
found other uses. In late 1987, a well blow-
out caused fire to erupt on the platform
Steelhead in Cook Inlet. The largest pumps
in the firefighting effort were CATCO's,

The caytoom character Snoofry

an oil company mascot—rides
atopa |17 x 58 x 94-ft. macule
The tallest module transporeed in
1983 yose to 121 feet The heaviest
module was 5,400 tons, which
when added to the crawler
transporter, resulted in a wral of
5,800 tons in a single unit



Right, Alaska Hydro-Tram’s

400 x 105-ft., double-deck barges
carry 105 highway trailers om the
top deck and fifty to fifry-five
railcars om the lower deck

In Alaska's Harrison

Bay, Crowley's Arctic Maring
Freighters used a total of twenty-
nine vessels to anspore graw el Jor
construction of Mulduk Island in
forty-six feet of water

capable of spraying 5,000 gallons of seawater
per minute.

In 1983, Alaska Hydro-Train celebrated
its twentieth anniversary and carried its
100,000th railcar. The following year, it
expanded its operations to provide highway
trailer service. Three of AHT’s six barges
were outfitted with a second deck for car-
riage of up to 105 trailers on the top deck
along with the usual fifty to fifty-five railcars
on the lower deck. Though one of the
double-deck barges was subsequently remov-
ed from service after a grounding, AHT
continues to provide regular departures, year-
round. Today it holds the record among
Northwest carriers for the longest continu-
ous service to Alaska.

In the mid-1980s, Crowley services to
Western Alaska became a new emphasis.
Pacific Alaska Fuel Services (PAFS) was
established in 1985 to store, transport, and

sell petroleum products, operating from tank
farm facilities at Nome, Kotzebue, and Cap-
tains Bay, near Dutch Harbor. In all, the com-
pany manages a total of 331,000 barrels of
bulk storage capacity at the three tank farms,
which also serve as marine cargo terminals for
breakbulk and containerized cargoes.

PAFS provides direct-delivery barge serv-
ice to over 100 coastal and river villages
throughout Western Alaska, performed in
conjunction with Crowley's lighterage serv-
ices: Arcric Lighterage, operating out of
Nome and Kotzebue, and Kuskokwim
Transportation Company, based in Bethel.
The company performs offshore vessel-fuel-
ing services wherever needed in Western
Alaska and stations a “floating fueler” barge
in Bristol Bay during the herring and
salmon seasons. PAFS’s terminal at Cap-
tains Bay emphasizes support services for
the fishing industry.
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Three Crowley tugs, capable of
generating over 20,000 combined
horsepower, tow the 290 x 274-ft
Conerete Island Drilling Seructure

(C.1.D.5.) m the Beaufort Sea.

Emergency response and environmental protection

On March 24, 1989, when the 987-ft.
tanker Exxon Valdez, en route southbound
in Prince William Sound, went aground on
Bligh Reef, Crowley tugs were first on the
scene to take up position alongside the
stricken tanker. The tugs were used during
the transfer of oil from the tanker to smaller
vessels, and provided the power to guide the
crippled tanker off the reef and get it under
tow. In 1989 and 1990, Crowley was the
principal contractor of equipment and
personnel to provide marine support for
the spill cleanup, a massive effort spread
throughout Prince William Sound. At the
peak of operations, sixty-six Crowley vessels
were deployed, mobilized from Crowley
operations as far away as Los Angeles.

Since the grounding of the Exxon Valdez,
all loaded tankers outbound from Valdez
Harbor and all partially loaded inbound
tankers are escorted by Crowley tugs a dis-
tance of sixty-seven miles to and from a point

in Prince William Sound. Crowley’s Valdez
operation has also expanded its role with a
standby emergency oil spill response program.

Even before the oil spill in Prince William
Sound, Crowley had designed the world’s
first fully self-contained oil spill contingency
barge, the Responder. Built to specifications
provided by Shell Western, the barge has a
variety of critical capabilities: it can rapidly
deploy containment boom and skimmers to
pick up spilled oil, store and transport large
quantities of oil, house sufficient personnel
to respond immediately to a spill, and
provide for helicopter delivery of additional
crews and supplies.

Shell Western used the Responder in three
seasons of exploratory drilling in the Chukchi
Sea, above the Arctic Circle. After a dem-
onstration of the barge in deployment exer-
cises, U.S. Secretary of the Interior Manuel
Lujan declared that the Shell Western il
spill contingency plan “meets or exceeds

Photo by Brian Moran
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Crowley tugs tow the crippled
tanker Exxon Valdez

The 9,000-h.p. tug Stalwart
demonstrates some of its firefighting
capability, Assigned to Valder
Harbor, the tug is specially ur.mip!wd
to perform rescue towing, as well as
tanker docking and escort services.



The world's fivst self-contained oil
spill contingency barge, Responder

every regulatory requirement in a thought-
ful and comprehensive manner..."

Another vessel designed by Crowley,
though not yet built, is a 42,000-dwt, double-
hull tanker with built-in redundancy in op-
erating systems, Jc\'clnpul in kcvpil'\_u with
requirements for oil transportation spelled
out in the Oil Pollution Act of 1990.

Designing new vessels is just one element

of Crowley's involvement in oil spill pre-
vention and containment. In 1991, while
the war in the Persian Gulf was still in
progress, Crowley personnel were at work
on the coast of Saudi Arabia, cleaning up
the massive oil spill caused by the war-re-
lated destruction of Kuwaiti oil installations
and tankers. More than twenty-six times
greater than the volume of oil spilled in the
Exxon Valdez grounding, the spill presented

an immediate threar to Saudi Arabian de-
salination plants and industrial installations.
As the prime contractor to Saudi Arabia’s
Meteorology and Environmental Protection
Administration, Crowley spent nine months
in the Kingdom of Saudi Arabia managing
the oil cleanup project over a 400-mile
stretch of coastline. The company set a
world record for oil recovery, capturing 1.4

million barrels—approximately 20 percent
of the spilled volume.

[n 1992, after a three-year hiatus, Crowley
re-established the West Coast and Alaska
operations of Crowley Environmental Serv-
ices (CES) to provide emergency response
and site management services. CES’s opera-
tions in Puerto Rico have continued without
interruption since the business line was first
developed in the 1970s.



Photo by Brian Moran

Back where it all began

Back on the West Coast, where the
Crowley businesses have their earliest roots,
the company has continued to break records
and make history. In 1984, Crowley amassed
personnel and tugs to move the 720-ft. oil
platform jacket Ewreka, the largest offshore
structure built to that date on the West

Coast and one of the tallest conventional
steel platforms in the world. The 22,000-ton
jacket measured 280 x 180 feet at the base.
The route from Vallejo to Port Hueneme re-
quired an extremely close-quarters pass under
the Richmond-San Rafael Bridge. Keeping a
balance of low tide, adequate water depth,
and vessel stability, Crowley ballasted the
loaded barge and floated the structure under
the bridge with only six feet of clearance.
Harbor operations, including ship assist,
bunkering, lightering, and towing, are
provided at several West Coast harbors,
including all Puget Sound ports. In Northern
California, harbor services vessels are based
at Alameda and operate from Redwood City
in the south Bay to Stockton/Sacramento in
the northern reaches of the Delta. Crowley
Towing and Transportation, based in

“My proudest
achievement over six
decades is keeping the

company thriving,
growing, and willing to
be innovative to meet
customer needs in a very
difficult industry with
very different and
changing circumstances.”

Long Beach, performs services in the Los
Angeles/Long Beach harbors.

In 1983, Crowley founded a company
called Merlin Petroleum to perform oil and
gas exploration, development, and produc-
tion. Based in San Francisco, the company
operated through the mid-1980s with partial
ownership in numerous wells in the United
States and abroad. Despite the high-risk na-
ture of the industry and its economic de-
mands, Merlin had a very favorable rate of

success in finding and developing oil and gas.

The company's common carrier service
to Hawaii has evolved through several
changes in service structure in response to its
changing market. During 1988 the company
performed container barge services between
Southern California and Hawaii in addition
to its operations out of Northem California
and the Northwest. Presently, the company
uses two 400 x 100-t. house barges on a
regular route, calling every three weeks at

Oakland, Coos Bay, Portland, and Honolulu.

The Military Support Division was formed

Thomas B. Crowley Sr. beside the
“red stack” of a company tug



The platform Burcka, cantilevered
aboard a 600-ft. barge towed by
o Crowley tugs, moves under the
Richmond-San Rafael Bridge, which
it will clear by less than six feet.
Two more tugs pull from the stem
to keep the vig straight against

a diagonal current,

in 1984 to bid for and perform military sup-
port projects. The group presently operates
tug and barge equipment for the U.S. Mili-
tary Sealift Command, transporting various
grades of fuel between military bases in Ja-
pan and Korea. For the U.S. Maritime Ad-
ministration, the company maintains three
T-1-class tankers in Ready Reserve Fleet
status, two in Yokohama and one in San
Francisco.

The Red & White Fleet, Crowley'’s San
Francisco Bay passenger service, conducted
trials of high-speed catamarans in 1984 and
ordered construction of the 400-passenger
M/V CataMarin, which entered service be-
tween San Francisco and Tiburon in 1985
as the nation’s largest catamaran in daily
commuter services. The 86 x 32-ft., twin-

hulled catamaran features three decks and
cruises at I\\‘t‘llly'-t'i;,{llt knots. A sister vessel,
M/V Dolphin, soon followed.

In the immediate aftermath of the 1989 San
Francisco earthquake, a fifteen-second quake
registering 7.1 on the Richter scale, Red &

“Just as [ began my
career scraping barnacles
off barges in a dry dock,
my son, Tom Jr, who
joied the company as a
career decision when he
graduated from college,
has also been working his

way up in the company.”

White Fleet provided free transportation to
15,000 stranded commuters and initiated
new service routes with an expanded fleet.

nfutxi;ly, Red & White Fleet operates ten
vessels in ferry, cruise, and charter services
on the Bay. Regular sailings connect San

Photo by Betan Moran
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APL photo

courtesy of Matson Naviganon

Charis Gilber,

Puget Sound Tug & Barge tugs
assist the 770 x 102-ft. tanker
Baltimore Trader through the
opened Blair Bridge in Tacoma,
Washington

A Crowley tug assists the 903-ft
APL ship President Kennedy.

Left, a Crowley tug with the new
Matsom ship R.]. Pteiffer before her
maiden voyage

Right, the 450-10 was converted
from a deck-cargo barge to an oil
barge i 1988, and carries many
grades of clean petrolewm products
and chemicals

Crowley Maritime collection



The M/V CataMarin, one of two
400-passenger, high-speed
catamarans operated by Red &
White Fleer on San Francisco Bay,

In 1983, Thomas B. Crowley Jy
began spending his summers
h.:rf-.nu! Al vanIous compxiny loca
tioms to become familiar with the
organizarion his father and
grandfather built
atiom from the University of

Following grads

Washir

1 and in-house manage

ITung he became General

Francisco with Vallejo, Sausalito, Tiburon,

Angel [sland, and Alcatraz Island. Two 700-
passenger, three-deck cruise ships have been
redeployed to San Francisco from Southern

California passenger services. The vessels, re-
named Bay Flyer and Bay Clipper after sailing
schooners that called at San Francisco in the

early 1900s, cruise at seventeen knots and were
reassigned to upgrade the Bay Area fleet. Un-
der the direction of General Manager Tom
Crowley Jr., Red & White Fleet has embarked
on several improvements during 1992,

including the refurbishing of four vessels.
Crowley's Catalina Cruises continues to

carry passengers to Santa Catalina [sland
from Long Beach, using the three remaining
700-passenger cruise ships.

In 1990, Crowley’s oldest company facility in
the San Francisco Bay Area ceased its opera-

tions and is presently undergoing changes for
new utilization. Pacific Dry Dock and Repair
Company closed as a commercial ship repair
yard after seventy-eight years of operation.

tion

collec

laritime
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Restructuring for the new era

“As a priority, we will
vor to continue
to give the customer
excellent, dependable,
and responsive service
wherever we go, and
wherever we can,
we will continue to be
a great American
company making a
contribution to the
maritime industry.”

In the summer of 1992, the corporation
completed an organizational restructuring to
separate its numerous businesses into two
major operating units: liner services, to be
conducted by Crowley American Transport,
Inc., and contract services, to be performed
by Crowley Marine Services, Inc.

Crowley American Transport, Inc. absorbed
the activities of American Transport Lines,
CCT, TMT, and the Caribbean island feeder
services, It conducts all liner and common
carrier services between the United States,
Central America, South America, and the
Caribbean. A supporting business line,
American Marine Transport, has authority to
provide local, over-the-road, and commercial
trucking services in the forty-eight contiguous
states. Operational headquarters are in Jack-
sonville, Florida.

Crowley Marine Services provides world-
wide contract and specialized marine trans-
portation services, including all ocean tug

and barge services from the U.S. West Coast,
oil transportation, petroleum terminaling
and distribution, passenger services, vessel
assist, bunkering/lightering, environmental
cleanup, and salvage. Crowley Marine
Services' operational headquarters are in
Seattle, Washington, and its subsidiaries and
divisions are as follows:
Crowley Towing &
Transportation Co.

Catalina Cruises, Inc.,
a Crowley company

Red and White Fleet, Inc.,
a Crowley company

Crowley All Terrain
Corporation

Crowley Environmental
Services, a division
of Crowley Marine
Services, Inc. on the

Pacific Coast
Crowley Environmental
Services, a division of
Crowley Towing &
Transportation Co. serving the Caribbean

Thomas B. Crowley Sr. and a
Crowley tug captam in a tug

elhotse.

P.T. Patra, an Indonesian joint venture

Shaughnessy & Company, a division of

Crowley Marine Services, Inc.

Fhoto by Byron Lemmaon

Except for the above company identities,
all business lines are continuing operations
in the marketplace under the name
Crowley Marine Services or Crowley
American Transport, both of which are
wholly owned subsidiaries of Crowley Mari-
time Corporation, now a holding company.
Executive offices for Crowley Maritime
Corporation and the two operating
subsidiaries are in Oakland, California.



One of Crowley's Sea Wolf-
class contaimer ships calls at the
25-acre Talleyrand container
terminal in Jacksomville, Flovida
north of the company’s 63-acre
ROJRO) terminal







to see that continue as

EPILOGUE

The legacy of Thomas Crowley is apparent in the spirit and dedication
of the Crowley employees, and in the steady growth of the company—
from one location in San Francisco to some sixty-five offices world-

wide; from a single 18-ft. boat to over

‘ ‘OuT COTTLpan‘y has 400 vessels; from a single service performed

been aTWT!d IOO by one young man to a multiplicity of serv-

ices, more than forty business units, and

)’eaTS, but thaﬂs le)’ a team of over 5,000 employees.
because Of d‘[e work Ofa In 1985, Crowley Maritime established

lOt Ofpeople ‘WhO ha‘U e an award program to honor employees with

outstanding performance, whose dedication,

Shom a lOt Of b}'alt)’ leadership, initiative, and productivity most

a,nd enthuSiasm fOT clearly reflect those of the company's founder.
11 1
OUr Cm.npany j ‘We d hke An award called the Thomas Crowley Trophy
was commissioned. The trophy is a limited-
edition, bronze sculpture depicting young
)
long as we can. : Thomas Crowley as he ferried goods to and

from ships on San Francisco Bay in the early

1890s. It is a reminder of the indomitable spirit that built the company,
as well as a means of recognizing the present-day efforts of the people
who carry forward the company heritage.

All employees with two or more years of continuous service are
eligible for nomination, though no more than three may be honored
with the award in a given year. The criteria for selection include
demonstration of excellence and significant contributions to the
progress and success of Crowley Maritime.

The Thomas Crowley Trophy is as much a tribute to the founder of
the company as it is to the winners of the award. It honors the spirit
and commitment that are enduring elements of the company’s

tradition and keys to the continuing success of the corporation.

San Francisco Murittine Museum



allection

Crowley Maritime ©

The Thomas Crowley Trophy is a bronze sculpture depicting the
founder performing the company's initial sevvices. Winners of the
award receive individual trophies and their names are engraved on

showcase trophies housed at various office locations.
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Crowley Maritime Corporation
World Headgquanrters
Lake Merritt Towers
155 Grand Avenue
Oakland, Califormia 94612




