~ Travel and
Communication

National Survey of

Historic Sites and Buildings




The National Survey of Historic Sites and Buildings

Theme XVIII

Travel and Commumnication

1963

United States Department of the Interior
Stéweit L. Udall, Secretary

National Park Service
Conrad L. Wirth, Director



CONTENTS

h‘erace e ® @ © o o e & ¢ & e & o . e o ¢ o o
ACknWled@leutB . e o o o * e o o ¢ o . e e o o

A Sumary of the Theme - Part I

The Colonial Era (1600-1783)

Water Travel. . & % & & % % ¥ € 5 # 5

Iand Travel . . . & ¢ ¢ ¢ ¢ ¢ ¢ o o o

Travel and Communication, 1784-1865
American Merchant Marine. . . . . . .

The Coastal Trade . . . .
Western Rivers, 1784- 1820 . . . . .
Roads and Turnpikes, 1784- 1820 '
Era of River Steamboats, 1820-65. ,
The Canal Era, 1820-1865. . . . . .
Coming of the Railroad, 1830-65 . .
Transportation in the Trans-Mississipp

1849-65. e ¢ o 8 o o o o »
Telegraph, 1832-65 e e e e e e e

e ® o & o

Travel and Comunication* 1865-1910
e Railroad 18 "King". . . . . . . .
Railroads East of the Mississippi, 186
Railroads West of the Mississippi, 186

e o o o o
o

® o ) ° ¢ o e @
ct
-

e o fphe s s o @

5-93. . .
593. .

Development of a Nationwide Rail System . . . .

The Age of Consolidation and Harmony,
Decline of the Merchant Marine. . . .
The Coastal Trade . . « ¢« ¢ o o« +» o
Twilight of the River Steamboats. .
Decline of the Canals . . . . . . .
Traffic on the Great Ilakes. . . . .
Electric Railways, 1872-1910. . . .
Telegraph, Telephone, and Wireless.
The Automobile, 1890-1910 . . ., . .
Aviation, 1896-1910 . . . . . . . .

Suggested Reading List. . . . . . . . . « . &

Survey of Sites and Buildings - Part II

Sites of Exceptional Value

Balclutha, California. . ., . . .

First Telephone Exchange, Connect

Vi £FWw D -

» Riverboat S. S, Nenana, Alaska. . .
Star of India, California. . ., . .

Whitehall, Florida . . . . . . « . .

1893 1910

. . .

e e & o @ © & o
@ e ® e © B e ©
e o © e & v e e
e & 6 e o & ® o
e o o e ® ©® o o

-----
e o o .

icut. . .

iv

W =



Page
Scarbrough House, Georgia . . . . . . . . . 5

6

7. Traveler's Rest, Georgia. . . . . . .. 87
8. Illinois and Michigan Canal, Illinois i & 90
9. The National Road: Castleman s Bridge, Md.. 93
10. B & O Railroad: Passenger Station, Maryland 96
11. B & O Railroad: Thomas Viaduct, Maryland. . 100
12. Boston Light, Massachusetts . . . . . . . . 102
13. Boston Subway, Massachusetts. . . . . . . . 105
14. Eads Bridge, Missouri . . . . . . . 107

15. Midway Pony Express Station, Nebraska s W o 109
16. Sandy Hook Lighthouse, New Jersey . . . . . 110
17. Navesink Lighthouse, New Jersey . . . . . . 113

18. 014 Blenheim Bridge, New York . . . . . . . 116
19. Erie Canal, New York. . . . . . + +» 1B
20. Samuel F. B. Morse Home, "Locust Grove"

New York. . . . $ woEE ow oo e e 121
21l. Brooklyn Bridge, New York i ow e i 125

22. E. H. Harrimen Home, "Arden," New York, . . 128
23. Salem Inn, North Carolina . . . v » 00 o 132
2hk. The National Road: "S" Bridge, Ohio . . . . 13k
25. Miami and Erie Canal: Deep Cut, Ohio. . . . 137
26. The National Road: "S" Bridge, Pennsylvania 1kl
27. Allegheny Portage Railrcad of Penn. Canal,Pa. 1Lk
28. William Aiken House, South Carolina . . . . 1L8

29. Lake Boat Ticonderogas, Vermont. . . . . . . 152
30. Cape Henry Lighthouse, Virginia . . . . . . 155
31. Gadsby's Tavern, Virginia . . . . . . . . . 158
32. Rising Sun Tavern, Virginia . . . . . . . . 161
33. Sheridan Inn, Wyoming . . . . + « « » . . . 164

Checklist of 13 Sites Previously Declared Eligible for
Registered National Historic Landmark Status Under
Theme XV, Subtheme: Transportation and Communication . . 166

10 Sites in the National Park System Related to Theme XVIII 170

Other Sites Considered

Arkansas

Butterfield Overland Mail Route

1. Elkhorn Tavern. . . . « « o« « ¢ o« « o » +« « 173
2. Parks' Station. . . . . . . o . 0 0 ... . 173
3. Strickler Iog House . . . . + « v ¢ v « « & 173
L, Stagecoach House. . . . « . « « v + « « « . 17k



California
5. Pacific Mail Steamship Company Buildings.
6. Alcatraz Island . « . « « ¢ o ¢ o o o & o o
T. San Francisco Cable Cars. . . . . % @ '
8. '"First Long Distance Telephone Line
(French Corral). . . : W s
9. 1Initial U. S. Air Meet Site, Compton o« v
Colorado
10. Virginie Dale Stage Stationm . . . . . . . .
11, Royal Gorge, Canon City . . . . . . . . . .
Connecticut
12. Eli Whitney Blake Home, New Haven . . . . .
Delavare
13. Chesapeake and Delaware Canal . . . . . . .
Florida
14, University of Tampa (Tampa Bay Hotel) ,
Gecrgia
Central of Georgia Railroad, Savannah:
15. Offices, 227 W. Broad Street. . . . . . . .
16. Offices, 233 V. Broad Street. . . . . . . .
17. Passenger Depot, W, Broad Street. . . . . .
18. Viaducts. . . . 6 B oW B R E K N
19. James Camak House, Athens NN EEEN.
Illinois
20. Illinois Central Railroad . . . + « « + .« &
Indiane
2l. Wabash and Erie Canal . . . . « « + + o+ &
Kentucky
22, Hill House, Mayville . . . . . « . + . .
23. Duncan's Tavern, Paris. . . . . . . . . . .
24, TFirst Post Office West of the Alleghanies,

DanVille v o . . e o . e o o ¢ o . . . .

-C=

17k
176

177
178

178
179

181

181

182

183
183
183
183
184

185

185

186
186

187



25.

26.

eT.
28.

30.

31.
32.
33.
3k,

35.
36.

37.
38.

39.

Lo.
b,
L2,
L3.

Magzland

National Road: Toll House near Cumberland.

Mississippi

First Station of West Feliciana Railrocad,
Woodville . . . . « ¢« ¢« v o ¢« o o o &

King's Tavern, Natchez . . . . . . . . .

Texada Tavern, Natchez . . . . . . . . .

New Hampshire

Covered Railroad Bridge, Bennington . .
New Jersey

Alfred Vail House, Morris Plains . . .
New York

The 0ld Mine Road, Kingston . . . 5

Boston Post Road, New York to Boston . »

Frontier House, Lewiston e e e s e e .

Jay Gould Home, "Lundhurst," Tarrytown .

North Carolina

Dismal Swamp Cangl . . « + + v ¢« & « o &

Albemarle and Chesapeake Canal . . . . .
Ohio

The Golden Lamb, Lebanon . . . . . . . .

National Road: S-Bridge, New Concord . .

Oregon

Captain John C. Ainsworth House, Oregon City

Pennsylvanie

Robert Fulton Birthplace, Quarryville.

Philadelphia-Lancaster Turnpike, . . . .
National Road: Toll House near Uniontown
The East Broad Top Railroad, Orbisonia .

e & & e

.

187

188
188
189

189

189

190
190
191
191

192
193

193
193

194

195
196
197
197



South Carolina Page

4L, The Exchange, Early Post Office, Charleston 198

45, TIand's Ford Cenal and Locks. . . . . . . . . 198

46. Stump House Mountain Tunnel. . . . « . « . . 199
Tennessee

L7. Semuel Cleage House, Athens . . . . . . . . 199
L8. Derry Inn, Blountville . . . + » » « + « . . 200

Virginia

49, 014 Potomac Canal Locks, Great Falls . . . . 201
50. Chesapeake and Ohio Railroad Depot, Beaver

DEB & 5 & o o 4 & 5 s & & & o @ 6 o 0 0 0 0O
51. "0l1d East Humpback" Covered Bridge, Covington 203
52. 0l1d Swan Tavern, Charlottesville . . . . . . 203

Washington
53. Cape Disappointment Light Station . . . . . 203

West Virginia

54, Rumsey State Park, Shepherdstown . . . . . . 203
Wisconsin

55. 01d Wade House, Greenbush. . . . . . . . . . 204

Other Sites Noted (35 Sites). . « v v +. v v ¢ v « o« + . . 205

Appendix - Criteria for Classification. . . . + « . » . . 208

MAPS Following Page
1. The Boston Post Road. . . . . . e e e 6
2. The Philadelphia and Lancaster Turnpike s % W o. 15
3. The National Road . . .« « « « + & . i o @ 17
4, The Canal System of the North about 1855 i » 29a,
. Radironds 18 1050 . & « « ¢« o = 5 5 w o v s 0« W
6. Railroads in 1860 . . . . . : s s s 37
T. Western Overland Mail & Stage Routes, 18h9 69 .o
8. Transcontinental Reilroads, 1862-98 . . . . . . 52



ILLUSTRATIONS Following Page

Cover - Harpers Ferry about 1839, Courtesy Harpers
Ferry National Monument

1. Riverboat S. S. Nenana, Alaska. . « « « « « « . T3
2. Balclutha, California . . . . . . . « . « « . . T5
3. Star of India, California . . . . « b din & BB
L. TFirst Telephone Exchange, Connecticut . . . . . 80
5. Whitehall, Florida. . « + « o « « o o« « « o . . Ok
6. Traveler's Rest, Georgia . . T
T. TIllinois and Michigan Canal, Illinois « 92
8. The National Road: Castleman s Bridge, Maryland 95
9. Baltimore & Ohio Railroad Passenger Station, Md. 99
10. Baltimore & Ohio Railroad, Thomas Viaduct, Md. 101
11. Boston Light, Massachusetts . . . . . . . . . . 104
12. Boston Subway, Massachusetts. . . . . . . . . . 106
13. Eads Bridge, Missouri . . . . . . . . . . . . . 108
14, Sandy Hook Light, New Jersey. « +« « « « « + o o 112
15. DNavesink Lighthouse, New Jersey . . . . . . . . 115
16. 014 Blenheim Bridge, New York . . . . . . . . . 11T
17. Erie Canal, New York. . . . . « « + + ¢« « « « «» 120
18. Samuel B. Morse Home, New York. . . . . . . . . 124
19. Brooklyn Bridge, New York . . . . . . . . . . . 127
20. E. H. Harrimen Home, New York . . . . . . . . . 131
21, National Road: S-Bridge, Ohio . . . . . . . . . 136
22. Miami and Erie Canal: Deep Cut, Ohio. . . . . . 1kO

23. National Road: S-Bridge, Pennsylvania . . . . . 143
2Lk, Pennsylvania Canal, Allegheny Portage Railroad,
Pennsylvenia . . . . B 1 1Y ¢
25. William Aiken House, South Carolina i ¥ s % % & A5L
26. Iakeboat, The Ticonderoga, Vermont. ., . . . . . 154
27. Cape Henry Lighthouse, Virginia . . . . . . . . 157
28, Gadsby's Tavern, Virginia . . . . . . . . . . . 160
29. Rising Sun Tavern, Virginia . . . . . . . . . . 163
30. Sheridan Inn, Wyoming . . « &« « « &« & « « » o o 165
31. National Road: Toll House, Pennsylvania o o o o 197
32. Potomac Canal: Virginia . . . . . . 201
33. Chesapeake & Ohio Railroad Depot Vlrginia . . 202

-f-



Preface

The National Survey of Historic Sites and Buildings is
a resumption of the Historic Sites Survey begun in 1937, under
the authority of the Historic Sites Act of 1935. During World
Wer II, and the emergency following, it was necessary to suspend
these studies. The Survey has now been resumed as part of the
National Park Service MISSION 66 Progrem.

The purpose of the Survey, as outlined in the Historic Sites
Act, is to "meke & survey of historic and archeologic sites, build-
ings, end objects for the purpose of determining which possess
exceptionel value as commemorating or illustrating the history of
the United States." In carrying out this basic directive, each
site and building considered in the Survey is eveluated in terms of
the Criteria for Classification, which are listed in the eppendix
of this report.

When completed the Survey will make recommendstions to the
Director of the National Park Service and the Secretary of the
Interior as to the sites of "exceptional velue." This will essist
the Netional Park Service in preparing the Nationel Recreation
Plen, including sites which may be administered by the National
Park Service to fill in gaps in the historical and asrcheologicel
representation within the Netional Park System. It will also
recommend and encourage programs of historical and archeological

preservation being carried out by state and locel sgencies.



This study is a joint product. Hietorian Charles W. Snell,
Western Region, Sen Francisco, wrote the historicel narrative and
coordinated the theme study. Historians Ray H. Mattison, Midwest
Region, Omehs; William Brown, Southwest Region, Sante Fe; Horace J.
Sheely, Jr., Southeast Region, Richmond; and S. Sydney Bredford,
Northeast Region, Philedelphiea, contributed the meterial on the
individuel sites in thelr respective regions that eppears in this
study.

After completion, the study was presented to the Consulting
Committee for the National Survey of Historic Sites and Buildings.
The Committee consists of Dr. Weldo G. Leland, Director of the
American Council of Learned Societies; Dr. S. K. Stevens, Executive
Director of the Pennsylvenia Historicael and Museum Commigsion;

Dr. Louis B. Wright, Director Folger-Shakesgpearean Library;

Mr. Eerl H. Reed, Chairmen Emeritus American Institute of Architects;
Dr. Richard H. Howland, Head Curator, Civil History, Smithsonian
Institution; Mr. Eric Gugler, Member Board of Directors, Americen
Scenic and Higtorical Preservation Society; Dr. J. O. Brew, Peabody
Museum of Archeology, Harverd University; Mr. Frederick Johnson,
Curator, Robert S. Peabody Foundation for Americen Archeology,
Phillips Academy; Mr. Robert R. Garvey, Jr., Executive Director

of the National Trust for Historic Preservation; and Dr. Relph H.
Gebriel, Sterling Professor of History Emeritus, Yele University,

and Professor of Americen Studies, Americen University.
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The over-all Survey, as well as the theme study which follows,
is under the general direction of John Q. Littleton, Chief, Na-
tionel Survey of Historic Sites and Buildings, who works under
the general supervision of Herbert E. Kahler, Chief, Divigion

of History and Archeology, of the Netional Park Service.

Conrad I,. Wirth
Director
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I

Travel and Communication in
the Colonial Era (1600-1783)

The most important means of travel and communication in the
British Colonies of North America in the seventeenth and eighteenth
centuries was by water. Indeed, the lifeline of the thin strip of
settlement that stretched along the East Coast was the Atlantic
Ccean which gave the colonists access to Europe. Thus while the
English colonies could probably have existed on a primitive and
simple economic level without a foreign trade, the high degree of
comfort and material development that was achieved so rapidly in
this period was due to the development of a large foreign commerce
that enabled the colonies to specialize in the products most suited
to their particular resources., With the development of this foreign
trade, their natural resources were quickly exploited and shipped
abroad in cruide or semimanufactured form to be exchanged for the
manufactured goods of Great Britain and Turope.

The mercantilist policy adopted by Great Britain included the
American colonies within the British colonial empire and granted
the colonists the same economic privileges as possessed by Inglish-
men in the great market thus created. Incouraged by the British
Navigation Acts (1650-1733) and protected by the British navy from
the competition of the Dutch, French, and Spanish empires, the
Americans rapidly constructed a merchant marine to carry on a
foreign trade. The cities of Baltimore, Boston, Charleston,

New York, and Philadelphia were built upon this foreign commerce,



While the southern colonies had an importent foreign commerce,
they relied upon vessels from England or other colonies to transport
their products. It was the northern colonies that built and owned
the merchant marine that carried much of the colonial commerce. The
first large ship built in the English colonies, the 30-ton sloop,

Blessing of the Bay, was launched in 1631 on the Mystic River near

Boston.

The resources of the American Colonies encouraged shipbuilding.
Magnificent forests abutted on the ocean's edge. Here were readily
available the white oak used for plankiing of the lower parts of the
vessels, and the white pine that formed the decks and superstructures,
as well as the timber needed for spars, yards, bowsprites, and masts.
lianufactured ironwork, cordage and sailcloth were largely imported
during this period.

Soon after the establishment of the Massachusetts Bay Colony
skilled English shipwrights emigrated to New England; consequently
the standards of colonial shipbuilding were high. The golden age of
colonial shipbuilding was the first half of the eighteenth century.
So low were the prices per ton that New England-built vessels were
sold all over the world, and it is estimated, by 1775, that 30% of
all the vessels engaged in British commerce had been constructed in
American shipyards. Although Philadelphia and New York had their
shipyards, it was New England which truly dominated this industry.
Almost every New Ingland port and stream had its own yard. DBoston,
Gloucester, Salem, Ipswich, Newburyport, Haverhill, Durbury, Hingham,

Scituate, all built ships in large numbers.



The deep-sea vessels built during the seventeenth century were
small, The Mayflower, for example, a three-masted, double-decked
vessel, about 100 feet in length, was large for its day but was only
about 120 tons in gross register; many colonial ships were much
smaller. The shallop,used in the fishing and coasting trades, was
about 10 tons. The ketch, also used in the same trades and for
sailing to the West Indies as well, ranged from 24 to 60 tons. By
the end of the eighteenth century vessels had increased in size, but
even then the average gross register of ships entering Ingland from
America was only 176 tons, while the average register in the West
Indies trade was 68 tons. The smell size of these vessels was not
due to technical difficulties in constructing larger ones, but
rather to the methods and orgeanization of world commerce in that
period. The perils of unmarked coasts and pirates and the un-
certainty of markets dictated that shipments should be prudently
made in smell quantities.

The hulls and riggings of these American-built vessels followed
the English and Dutch models with which the shipwrights had been
acquainted., But some modifications, which reached their height in
the eighteenth century, were introduced to meet the peculiar con-
ditions of the New World. By 1770 ships were square rigged and had
three masts; sloops had one mast, schooners two, and both carried
only fore and aft sails; brigantines, brigs, and snows were two-
masted vessels with a combination of riggings.

The greatest thoroughfare of the colonial era was the route

leading across the Atlantic to Ingland, but a direct trade also



developed between the colonies and Portugal, Spain, and the Mediter-
ranean. By 1770, the greatest commercial city in the American Colo-
nies was Philadelphia, followed in importance by New York and Boston.

iinistering to this foreign commerce was the considerable
coastal traffic conducted among the 13 colonies. This traffic
collected the various colonial products at many small ports and
transported them to a few large ports for shipment to Burope or the
West Indies; on their return voyage these coastal vessels then re-
distributed the Buropean manufactured goods that had been collected
at the large ports along the coast. By 1769 this coastwise trade
employed a tonnage that gave it a high rank in the branches of
colonial commerce, and it was the largest single item in colonial
domestic commerce.

The main arteries of internal travel and transportation in the
seventeenth and eighteenth centuries were also water routes -- the
great network of rivers with wvhich the American colonies were most
fortunately blessed. In this respect, however, New England was
poorly endowed, for on her main rivers the fall line interrupted
navigation only & short distance inland from the sea., The Merrimac
and Connecticut Rivers could therefore not be utilized as important
channels of communication between the coast and the interior without
considerable improvements first being made. The middle colonies,
on the other hand, were well provided with navigable rivers. In
New York the Hudson was navigable for 150 miles, and by 1770 more
than 100 vessels were engeged in the trade between Albany and New

York City. In New Jersey and Pennsylvania sloops could sail up the



felavare as far as Trenton, 75 miles inland. The rocky shelving
bed of the Susquehanna prohibited navigation by large vessels, hut
still could be utilized by a considerable flatboat traffic. In the
southern colonies the fall line was located far from the coast and
hence a series of magnificent rivers led inland from the sea. The
Potomac, the Rappahannoclk, the James, and the Savannah were the
most important of these waterways and all were navigable in vary-
degrees. Rapids and shoals that might block sailing vessels were
usually run with ease by rafts, and spring floods generally
enabled all streams to be navigated for et least a short period.
There thus developed a large flotilla of ragamuffin vessels--
rafts, pole boats, and small sailing vessels--that plied these
river waterways. On these rivers, located to the east of the
Appalachian lountains, were thus developed the first crude river-
boats of the New Vorld. The Susquehannae and the Delaware had flat-
boats and barges of various types, and the southern rivers developed
"cotton boxes"--flatboats with high sides--to handle their special
products. These river fleets were used to transport the bulky
agricultural products of the interior to the Atlantic seaboard
states, where the raw products were exchanged for manufactured
goods and the rafts and flatboats were also sold as lumber. As
these vessels moved only with the current or wind, travel and trade
were irregular and slow.

As contrasted with water transportation, land carriage was ex-
ceedingly expensive. The crude trails and roads of the American
Colonies effectively limited the amount of internal commerce that
could be carried by land transport, for only e few valuable products
could bear the high costs of land carriage.

The situation in regards to land transport was at its best in
the regions immediately adjacent to the Atlantic Coast. Here there
was a relatively high density of population, and cities such as

Boston, Newport, Providence, New York, Philadelphia, Baltimore,
>
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and Charleston furnished considerable markets. Massachusetts began
making roads in l632,and around Boston there grew up a considerable
network of rough roads that were particularly useful in the winter,
when the snow remedied the deficiencies of these crude highways.
In the middle colonies land transportation was even more common;
New York and Pennsylvenia began road building in 1664. By 1707 a
freight road had been constructed between New York City and Philadelphia,
and by 1732 a regular wagon traffic in goods was operating between
these two cities. Around Philadelphia a system of improved highways
also extended inland for some 50 or 60 miles and thus made possible
a regular transport of grain in Conestoge wagons from the agricultur-
al districts into the urban markets.l Virginia also began building
highways at an early date and in 1662 passed strict laws that were
intended to keep existing roads in good condition.

Land communication during this period wes largely by horseback.
lacls of bridges and inadequate ferries often made a several-days

trip out of what is now only a matter of hours. By 1764 a through

lThe Conestoga wagon, originating in the Ilancaster region of
Pennsylvania, was an American invention, differing from the old
Inglish wain and Dutch wagon in the curve of its bed., The peculi-
arly shaped bottom of the Conestoga wagon was higher by at least
12 inches at each end than in the middle. This curve made the
vehicle a safer conveyance for grain across rough country than the
conventional straight-bed wagon. The Conestoga wagon was covered
with linen top, had heavily built wheels with iron tires from four
to six inches in width, and was drawn by six horses. The underbody
of the wagon was usually painted blue and the upper parts red.
"Improved" roads were crowned high with dirt and edged by a gutter;
many roads were only cleared paths through the forest.
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stage had been instituted between New York and Philadelphia, and
by 1773 stagecoaches were also running from New York to Providence
and Boston. Postriders on horseback, traveling day and night,
could carry letters from New York to Philadelphia in 24 hours, and
were making three trips a week. By 1773 there were also two mails
a week between New York and Boston.

In the frontier regions, with their long distances and light
and dispersed settlements, the difficulties of land transport were
even more severe, Bven after rough roads had been cut through the
great forests to the Ohio, during the French and Indian Yars (1755=
58), and after the dispatch of pack trains hed become a ccnsiderable
business, only a few goods could be transported profitably to or from
the frontier. Chief eamong such items were iron products and salt
that were shipped westward, while furs and whiskey, valuable goods
of small bull, were brought back by the pack trains on their return
trip. But as the War of Independence was to reveal dramatically,
the entire road and land transport system of the 13 colonies was

entirely inadequate.



II
Travel and Communication
1784-1865

The American Merchant larine

Following the War for Independence the American merchant
marine underwent a period of severe readjustment, for American
vessels were excluded from British markets as well as those of Spain,
Portugal, France, and Holland by the mercantilist policies followed
by those European countries. American merchants were thus forced

to seek markets outside of Europe. In 1784 the Fmpress of China,

sailing from New York, but financed jointly by Philadelphia and

New York merchants, made the first visit of an American vessel to
Canton; in 1786 Elias Hasket Derby's Grand Turk, from Salem, landed
a cargo at Mauritius; the first American ship to reach a port in
India was the Chesapeake, from Baltimore, sometime between 1786

and 1789; and in 1788 Captain John Kendrick in the Columbia and

Robert Gray in the lady Washington, out of Boston, were the first

American ships to visit the Pacific Northwest and Russian waters
off Alaska. In spite of these new markets, however, nearly two-
thirds of the United States foreign commerce was still with regions
under the British flag in 17G0.

Fortunately for American commerce, during the Napoleonic Wars
that raged in Europe from 1795 to 1815, the British navy swept the
French merchant marine from the seas and also destroyed the Spanish
navy; and in turn, the British merchant marine was also severely
daraged by French privateers. The United States, acting as the

great neutral in this terrible contest, impartially sold goods to






