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ABSTRACT 

August Sebelin's Civil War: 
A German Sailor in the Union Navy, 1861-1865 

Ronald R. Bishop 

Mentor: Eric C. Rust, Ph.D. 

From 1861-1865, the United States of America was in the grip of a civil war. It 

was fought on land and at sea. One participant was August Sebelin, a young German 

sailor. Sebelin entered the war to enhance his navigational skills in order to return home 

to Germany someday and better serve his country. Sebelin's wartime experiences aboard 

the U.S.S. Connecticut are recorded in a diary he kept while in service. It is Sebelin's 

observations which are the basis for this study. This thesis examines and analyzes the 

everyday life of this German sailor while operating as a part of the North Atlantic 

Blockading Squadron during America's Civil War. 
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CHAPTER ONE 

Introduction 

August Johannes Theodor Sebelin (1840-1918) enjoyed one of the more colorful 

naval careers in recent memory.l He was born on 29 July 1840 in the small village of 

Dorotheental in Schleswig-Holstein, Germany, just a few miles from the Baltic Sea. At 

the age of sixteen he joined the German merchant marine. Before his eighteenth birthday 

he had circumnavigated the world twice under sail in the brig Emma. Upon the outbreak 

of the American Civil War he booked a passage to New York City and enlisted in the 

U.S. Navy on 23 September 1861 for three years with the express intention of furthering 

his professional training. He served aboard the U.S.S. North Carolina and the Ohio, but 

most of the time on the steam frigate Connecticut. The latter served primarily with the 

Union forces blockading Wilmington, North Carolina. In appreciation of his nautical and 

navigational skills, Sebelin was promoted to the rank of Acting Master's Mate in 

September 1864 shortly before his initial term of enlistment expired.2 Effective 8 

December 1864 he rejoined the Navy with the rank of Acting Ensign and was assigned to 

the U.S.S. Octorara of the West Gulf Squadron. Finally, on 17 June 1865, he assumed 

his last tour of duty aboard the U.S.S. Cornubia. 

'Unless indicated otherwise, information about Sebelin's life and career before and after the Civil 
War was provided to the author by Dr. Eric C. Rust, Department of History, Baylor University, and is 
based on his personal research as well as several conversations with Mr. and Mrs. Jeimke-Karge of 
Kappeln, Germany, in the early 1970s. 

2General Register of the United States Navy and Marine Corps: For One Hundred Years (1782 to 
1882), ed. Thomas H.S. Hamersly (Washington: Thomas H.S. Hamersly, 1882), 637. 
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Upon the end of the war Sebelin returned to Europe and enrolled in the Nautical 

School at Hamburg from which he graduated with a master's certificate. In 1867 he 

joined the Navy of the North German Confederation, was promoted to Lieutenant in 

1869, and took part in the opening ceremonies of the Suez Canal later that year. On this 

occasion his ship encountered a severe storm off the Lebanese coast. Sebelin is said to 

have personally helped save the life of the Prussian crown prince, the later Emperor 

Frederick III, then on board. During the Franco-Prussian War of 1870-71 and in the first 

years of the new Imperial German Navy, Sebelin became widely known for his energy 

and inventiveness, his literally global experience, and his sound performance as a seaman 

and officer. 

It must have been these qualities that induced the Chinese government of the 

Manchu Dynasty to approach him with the suggestion of helping reorganize its Imperial 

Navy. In the summer of 1884, after Sebelin had married and risen to the rank of 

Commander, the Chinese offered him a highly lucrative contract. Under its terms Sebelin 

transferred the armored corvette Ting Yuen, which had been built in Hamburg for the 

Chinese, to the Far East and subsequently assumed, with the rank of Acting Admiral, 

tactical command of all Chinese naval forces engaged in coastal defense. After several 

not altogether uncontroversial years in the Orient, Sebelin returned to Germany, retired, 

and settled in Kiel where he died on 31 January 1918 at the age of seventy-seven. 

Even though August Sebelin's surviving diaries do not, unfortunately, cover the 

entire time he served in the U.S. Navy but only his fourteen months aboard the 

Connecticut, they do provide invaluable and previously unavailable historical details 

about the activities of the North Atlantic Blockading Squadron off Wilmington, N.C., and 
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elsewhere, on ship movements, on blockade runners and their respective fates, on 

meteorological and oceanographic data, on the daily routine as well as unusual 

occurrences aboard a Union warship, and on a hundred other matters. Sebelin's diligent 

record-keeping, careful observations and balanced judgment mark him as an unusually 

mature young man, considering that he was only in his early twenties. His experiences 

and commentaries make fascinating reading and provide a first-hand and deck-level look 

at a service that may not have been the most glamorous during the Civil War but 

contributed decisively to the Union victory. 

Civil War aficionados will know that the Connecticut seized the blockade runner 

Greyhound on 10 May 1864. The latter carried besides its commercial cargo the 

notorious Confederate spy Belle Boyd. Even though Sebelin does not mention the 

Greyhounds capture since he had left earlier that day to take another seized blockade 

runner north, he frequently does refer to Mr. Hardinge, the Connecticut's navigator and 

the Greyhound's prize master, with whom Ms. Boyd became romantically involved. 

Significantly, Sebelin records that the Greyhound's prize crew returned to the 

Connecticut on 26 June 1864 "except for Mr. Harding." 

The original diaries consist of three small volumes and remain in the possession 

of the Jeimke-Karge family of Kappeln, Germany. They are written in German, except 

for the motto and the last few pages of the third volume, which are in English. Entries 

begin on 11 August 1863 and run through 5 October 1864, during which time Sebelin 

3In 1975, Eric C. Rust furnished a transcription and translation of the Sebelin Diaries to make 
them available to scholars and students of the Civil War. A copy of that version can be found in the rare 
book room of the Naval History Center in Washington, D.C. More recently, Dr. Rust has updated the 
translation and made it available to the author for this project. The journal will be cited throughout this 
thesis as the Sebelin Diaries. Its entire text, in English, is reproduced in the Appendix. 
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served on the Connecticut. There are no entries for his second tour of duty in 1864-65 

with the West Gulf Squadron. 

As the originals were written in pencil in an old-fashioned German script, it was 

often difficult to make out certain words and even longer passages. Moreover, Sebelin's 

spelling of American places, ships and individuals was frequently inaccurate. These 

weaknesses in the record have been considered and corrected whenever possible. 

On more than one occasion Sebelin refers to the war of 1864 in his native 

Schleswig-Holstein. This war, fought between Denmark and a coalition of German states 

under Prussian leadership, was the first of Otto von Bismarck's military moves toward 

German unification. Until 1864 Schleswig-Holstein, although populated primarily by 

Germans, had been ruled by Denmark. Obviously Sebelin took the German side in this 

conflict and often expressed concern for his family who lived in an area where some of 

fighting took place. 

Before this study turns to Sebelin's specific experiences aboard the Connecticut, it 

seems appropriate to familiarize the reader with the evolution of the Civil War at sea in 

general, and with the peculiarities of blockading and blockade running in particular. This 

will be done in the following two chapters. A concluding chapter at the end of this 

project will attempt to summarize the unique contribution Sebelin's journal makes to our 

understanding of the naval side of Civil War. 



CHAPTER T W O 

The Union Strategy at Sea 

In April 1861, neither President Abraham Lincoln nor the United States Navy 

were prepared to conduct a prolonged war against the Confederacy, especially one that 

called for a maritime campaign as well as a land war. As one of the first steps to remedy 

this situation, on counsel from Winfield Scott, then General-in-Chief of the United States 

Army, Lincoln implemented the so-called "Anaconda Plan." Under its terms, the Union 

hoped to cut off needed supplies to the Confederacy and force an early end to the war. 

The plan contained two aspects. First, Union armies would apply military pressure on 

various fronts. Second, a naval blockade of Southern ports would be imposed, thus 

denying the Rebels access to resources urgently needed for its war machine. 

Lincoln pretended to possess no special knowledge of, nor ability in, directing 

naval affairs.1 The man he chose for the task was Gideon Welles whom he appointed 

Secretary of the Navy. Welles hailed from Hartford County, Connecticut, where he had 

worked as editor of the Hartford Times for twelve years. Previous to his appointment by 

Lincoln Welles had held several state and federal positions. From 1846 to 1849, while 

chief of the Navy Bureau of Provisions and Clothing during the Mexican-American War, 

he completely revamped the small establishment into an efficient administration.2 

'Richard S. West, Jr., "Lincoln's Hand in Naval Matters," Civil War History, vol. 4, No. 2 (New 
York: Johnson Reprint Corp, 1958), 181. 

2Bem Anderson, By Sea and By River: The Naval History of the Civil War (New York: Da Capo 

Press, 1962), 5. 

5 
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By mid 1861 the growing responsibilities of the naval service placed excessive 

pressure upon Welles who served as its sole coordinating official. Lincoln and Congress 

responded quickly by creating the post of Assistant Secretary of the Navy in July 1861. 

Both Lincoln and Welles agreed on Gustavus V. Fox for the position, with Lincoln 

quickly confirming him to the post. 

Fox had had a long naval career. As a native of Essex County, Massachusetts, he 

had joined the Navy at age sixteen, making midshipman by 1838. He had participated in 

several naval operations during the Mexican-American War. Fox continued to enjoy 

success in the Navy, being appointed a master in 1851 and making lieutenant the 

following year. He retired from the Navy in 1856 only to return to service with the war's 

outbreak. 

Fox immediately took care of minor details, freeing Welles to concentrate on the 

broader strategy and logistics of the Union's naval campaigns. The duo quickly formed a 

strong bond and working relationship among themselves and with Lincoln. As the war 

progressed Lincoln's confidence in the two men grew allowing them to operate with little 

supervision. 

President Lincoln took a bold step when on 19 April 1861 he issued the 

proclamation establishing a Union blockade of Southern ports. States to be affected by 

the blockade were Georgia, South Carolina, Alabama, Florida, Louisiana, Mississippi, 

and Texas. On 27 April 1861 Lincoln expanded the blockade to include the coasts of 

Virginia and North Carolina. The blockade would cover 3,549 miles of coastline, 

including 189 harbors with innumerable inlets and sounds.3 

3James Sprunt, "Tales of the Cape Fear Blockade," North Carolina Booklet, vol. 1, no. 10 
(Raleigh: Capital Printing Co., 1902), 5. 



Union naval forces were sadly unprepared for war duties. Fifty years of peace 

had reduced the number of vessels available for active duty. Of the ninety ships on the 

Naval Register in 1861, most were inoperative, in disrepair, or antiquated.4 In March 

1861 only thirty-nine ships commissioned were active for duty, of which twelve were 

assigned to the home fleet.5 The remaining vessels were stationed in various foreign 

ports. Twenty-four vessels were steamers.6 Amazingly, the U.S. Navy had only three 

armed ships ready for service along the Atlantic coast at the war's outbreak.7 

Early in 1862 the Navy Department created six blockading squadrons.8 Their 

designations were as follows: North Atlantic Squadron (Virginia and North Carolina); 

South Atlantic Squadron (South Carolina, Georgia, and the eastern Florida peninsula); 

East Gulf Squadron (southern and western Florida up to Pensacola); West Gulf Squadron 

(Pensacola to the Rio Grande River); Mississippi River Squadron (the Mississippi River 

and its tributaries), and the short-lived Potomac Squadron.9 

The blockade experienced problems from the beginning. To patrol three thousand 

miles of coastline the Navy needed a much larger fleet. Unfortunately for the North, 

James Russell Soley, The Blockade and the Cruisers (New York: Jack Brussel, 1883), 12. 

United States Navy Department, Official Records of the Union and Confederate Navies in the 
War of the Rebellion, (Washington: U S G P O , 1894-1922), Series I, vol. I, xv-xvi. (Hereafter referred to as 
ORN.) 

6James M. Merrill, The Rebel Shore: The Story of the Union Sea Power in the Civil War (Boston: 
Little, Brown, and Company, 1957), 6. 

7Robert Browning Jr., From Cape Charles to Cape Fear: The North Atlantic Blockading 
Squadron During the Civil War (Tuscaloosa: University of Alabama Press, 1993), 2. 

8Willis C. Humphrey, The Great Contest: A History of Military and Naval Operations During the 
Civil War in the United States of America, 1861-1865, vol.1 (Detroit: C.H. Smith & Co., 1886), 610. 

9Jack Coggins, Arms and Equipment of the Civil War (Garden City, New Jersey: Doubleday and 
Company, Inc., 1962), 127-128. 
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Confederates captured the main Union naval shipyard at Norfolk, Virginia, on 20 April 

1861. Large shipbuilding programs took years to complete while the Union's need for 

vessels was immediate. Believing the war's duration would be short, chartering vessels 

became the first means of acquiring the needed ships. Contracts for charters covered 

times of service by the hour, day, month, trip, or by the tonnage. Some greedy and less 

patriotic owners charged in excess of $1,500 a day for leasing their ships.10 

As the war progressed, owners saw that great profits could be made. They were 

successful in bargaining for exorbitant rates. An example is the Navy's charter of the two 

steamers Monticello and Mount Vernon. They were chartered for $8,000 a month and 

eventually bought for $75,000. At these rates the owners of the two ships earned the total 

cost of their vessels in a ten-month period.11 

As the war grew longer, purchasing vessels became more practical. The U.S. 

Navy set up purchasing boards made up of naval personnel from various sections of the 

naval department. With assistance from naval agents these board members would seek 

bids, inspect the ships, and negotiate terms for a charter or purchase. It was hoped this 

would help reduce the expenditures the government was incurring when purchasing 

vessels from the private sector. However, problems soon arose from this system. 

Most members of these boards had little or no previous experience in negotiations 

allowing owners an upper hand while bargaining. Once owners knew their vessels had 

been surveyed, they set a price well above its true value, sometimes receiving twice its 

real worth. Realizing the need for a standardized buying policy, Gustavus Fox advised 

1 "Browning, From Cape Charles to Cape Fear, 143. 

"Ibid., 144. 
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purchasers to offer thirty-five dollars a ton for sailing vessels and seventy-five dollars a 

ton for steamers with machinery in good order.12 

Fox's pricing recommendations proved faulty and prompted Secretary of the 

Navy Welles to start an investigation into the matter. Welles' findings concluded the 

system was deficient and excessively fraudulent. He appointed his brother-in-law, 

George D. Morgan, as a commercial agent for purchasing and chartering ships for the 

Federals. Operating from New York, Morgan acted as the sole agent for the Navy 

eliminating competition with other naval agents. Morgan's management proved 

successful as the result was greater savings to the government when obtaining vessels. 

Still, the Union Navy continued to have problems acquiring enough ships for its 

blockading needs, particularly during the early stages of the war. Though the U.S. fleet 

was growing larger it was still too small to blockade the entire Southern coastline 

effectively. One solution called for the seizure of blockade runners and integrating them 

into Union service. Also, ships obtained through prize courts could be transferred from 

the Army to the Navy. The Federals were diligent in their actions and by 1865 the United 

States Navy had acquired over five hundred ships, some two-thirds of its entire fleet.13 

Lincoln's navy faced another serious problem: a shortage of manpower. In early 

1861 Secretary Welles had only 207 enlisted men in all ports and receiving ships on the 

Atlantic coast available for duty.14 Many of the operations undertaken by the Navy 

would be understaffed during the entire war. The shortage of efficient and qualified 

12Ibid. 

13Ibid., 146. 

14Merrill, The Rebel Shore, 7. 
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officers especially remained a severe handicap throughout the conflict causing 

commanders of all squadrons to complain constantly of deficiencies in manpower. 

Several explanations account for the shortages in personnel. Many mariners were 

drafted into the Army. Confusion in enlistment bounties for naval personnel added to the 

dilemma. Another component was the disallowance of naval service on local draft 

notices. However, the most significant factor was the desertion of Southerners to the 

Confederacy, especially among officers. From 12 November 1860 to 24 January 1861 

alone, forty-seven Southern naval officers resigned.15 By June 1861, approximately 320 

of 671 Southern officers had resigned their commissions and left for home.16 For the 

war's duration, the Union navy suffered from a lack of knowledgeable and competent 

officers to handle its fleet. 

The legality of the blockade soon became a heated argument both at home and 

abroad. Two principal questions emanated from the government's right to impose a naval 

blockade. Under international law, did a government have the right to impose a naval 

blockade of its own ports during an insurrection? Secondly, did the President have the 

right to institute such a blockade in the absence of an act of Congress declaring or 

recognizing a state of war?17 The Union hoped to persuade foreign interests the blockade 

was legitimate and not a "paper blockade." 

15Charles O. Paullin, Paullin 's History of Naval Administration 1775-1911: A Collection of 
Articles from the United States Naval Institute Proceedings (Annapolis: U.S. Naval Institute Press, 1968), 

216. 

16Daniel Ammen, The Navy in the Civil War: The Atlantic Coast (New York: Charles Scribner's 

Sons, 1883), 4. 

l7Stuart L. Bernath, Squalls Across the Atlantic: American Civil War Prize Cases and Diplomacy 
(Berkeley: University of California Press, 1970), 18. 
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International law governing blockades was set forth in the Declaration of Paris of 

1856. Under the law, to be legal, a blockade must prove effective.18 Never before had a 

nation attempted such a large blockade. Secretary of the Navy Welles opposed the 

"Anaconda Plan" and vehemently argued against Lincoln's formal proclamation of a 

blockade of Southern ports due to the 3,500 miles of coastline it would have to cover. 

Welles firmly believed the ports should be closed instead.19 

Lincoln's response to Welles' opinion was to ask the Secretary to define his 

position. In a letter addressed to the President on 5 August 1861 Welles wrote: 

Our right as a nation to close our ports will not, I take it for granted, be questioned, or 
be permitted to be questioned. They are within our jurisdiction and control, and the 
right cannot be surrendered to foreign powers without a surrender of our nationality. 

Lincoln was not swayed and chose to blockade instead. Once these plans became official 

policy, however, Welles became the chief and loyal implementer of Lincoln's wishes. 

The blockade would become a central part of the Union strategy to win the war. Lincoln 

would take his legal chances with regard to the rest of the world. 

From the outset the United States' position was clear. War did not exist, only 

domestic insurrection. The North considered itself the only belligerent. Its political 

integrity had not been compromised. The position was taken to prevent foreign 

recognition of the Confederate government and its right to belligerent status. Had 

Lincoln simply chosen to close Southern ports, violators would have been subject to 

l8Ibid., 6. 

19John Niven, Gideon Welles: Lincoln's Secretary of the Navy (New York: Oxford University 

Press, 1973), 389. 

20C. B. Boynton, The History of the Navy During the Rebellion (New York: D. Appleton & Co., 
1867-1869), 85. 
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domestic laws and statues. Eventually, Lincoln's proclamation of a blockade failed to 

prevent foreign recognition of the Confederacy as European powers formally granted the 

South belligerent status after the blockade was announced. The Confederate government 

now possessed for purposes of war within its jurisdiction the same powers as if it were 

sovereign.21 

On 13 July 1861 Congress gave the President power to close Southern ports and 

seize vessels which had evaded a close-port proclamation. This act recognized the 

insurrection as a domestic affair.22 On 6 August 1861 Congress again backed Lincoln by 

passing an act proclaiming all presidential acts as of 4 March 1861 to be legal and valid 

as if they have been issued under the authority and direction of Congress itself. Still the 

question of whether the country was at war persisted. Owners of captured vessels 

challenged the validity of Lincoln's authority and ultimately argued it before the Supreme 

Court. 

Southerners felt Lincoln's blockade to be unlawful and unenforceable. British 

owners of ships seized by blockaders were equally adamant. Owners of captured vessels 

argued that since the Constitution reserved to Congress the right to declare war, Lincoln 

had no authority to proclaim a blockade or any other act. Simply put, there could be no 

legal blockade without a declaration of war.24 Cases argued in the lower courts upheld 

Lincoln's right to impose a blockade. In their opinion, so far as it could be discovered, 

21Ibid., 19. 

22Ibid., 20. 

23Ibid. 

24Ludwell H. Johnson, "Abraham Lincoln and the Department of Presidential War-Making 
Powers: Prize Cases (1863) Revisited," Civil War History, September 1989, 209. 
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there was no difference in the law of nations between "belligerent rights in civil or 

foreign war," and that whether such a war existed was a decision of the executive branch 

to declare.25 

The Supreme Court followed the lower court's verdict by upholding their 

decisions. First, in a 5-4 vote the court ruled that a domestic insurrection was in 

existence at the time of the proclamation and upheld the president's authority to make 

decisions without prior Congressional approval. The Supreme Court's second opinion 

stated that property of all persons residing within the blockaded territory could be seized 

as enemy property.26 The U.S. Supreme Court thus played a vital role in the Union's war 

effort. If it had decided differently it could have affected the war's outcome. Had the 

court's rulings found the conflict to be actually war, it would have insinuated the United 

States recognition of the Confederacy as sovereign, thus giving foreign powers the right 

to follow suit. On the other hand, had the courts ruled the conflict an insurrection and 

war did not exist before or after the Congressional action of 13 July, then the blockade 

27 

would have been illegal. 

This study will spotlight the operations of the North Atlantic Blockading 

Squadron (N.A.B.S.) as revealed through the diaries of August Sebelin, a young German 

mariner who served aboard the U.S.S. Connecticut. The N.A.B.S. was responsible for 

'Ibid., 210. 

'Bernath, Squalls Across the Atlantic, 30. 

Ibid., 21. 



covering a 370-mile stretch of coastline from Cape Henry, Virginia, to Cape Romain, 

South Carolina, with closing off Wilmington as its principal objective.28 

At the beginning of the campaign the Union blockade leaked like a sieve. The 

lack of blockaders made it impossible to watch every port. Early in the war the North 

Carolina coast, including Wilmington, was essentially ignored. From May to July 1861 

Wilmington alone saw ninety-nine vessels enter and seventy-five ships clearing port.29 In 

the words of John Wilkinson, a Confederate naval officer and captain of government-

owned blockade runners, "In truth the passage through the fleet was little dreaded; for 

although the blockade runner might receive a shot or two, she was rarely disabled . . ."30 

The Union Navy clearly failed in its bid to form an effective blockade in the war's early 

stages. However, foreign powers such as England and France did recognize the 

blockade. As Robert Browning Jr., a noted Civil War historian, has pointed out, "The 

inefficiency of the blockade in this case was less crucial than its legal establishment and 

foreign recognition."31 

Over time the blockade became more effective. More ships were added to the 

blockading squadrons as they became available. In 1861 the odds of a blockade runner 

being seized were approximately one in nine. By 1862 the odds shrank to one in seven. 

Towards the war's end, the blockade became even more constrictive, with the odds 

falling to one in three. Yet even in the last months of the rebellion blockade-runners still 

V.C. Jones, "We Are Useless": Mr. Lincoln's Blockade," Civil War Times Illustrated, 
September 1971, 14. 

29Browning Jr., From Cape Charles to Cape Fear, 7. 

30John Wilkinson, The Narrative of a Blockade Runner (New York: Sheldon and Co., 1877), 131. 

31Ibid., 16. 
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enjoyed a fifty-fifty chance of success. Historian William M. Fowler's opinion of the 

Union's blockade is well taken when he states, "Its largest problem was inept strategy. 

The Federals needed to seize and hold Southern ports instead of using the blockade to 

capture blockade runners."32 Despite facing as many obstacles as it did—navigational 

hazards, inadequate number of ships, and a coastline marked by innumerable coves and 

inlets—the Union's blockade steadily grew more effective. 

Blockade running met the immediate requirements of the Southern war economy 

but not the basics. The Confederacy became increasingly severed from the supplies it 

desperately needed to fight the war. Civilians, too, were seeing food and other essentials 

dwindle. The South was cut off from industrial goods abroad and could not meet 

demands with its limited industrial capacity. The lack of food and the Confederacy's 

inflationary currency left many in the South starving. Lincoln's blockade may have been 

flawed but it did prove its effectiveness by closing the Confederates off from the needed 

armaments, ammunition, food, and other materials essential in powering its war machine. 

Lincoln's decision to impose a naval blockade must be seen as a major 

component in the Union's victory over the South. Though flawed and mostly inefficient 

early in the war, it did serve Lincoln's overall intent to separate the South from European 

powers. A large part of the success eventually attributable to the blockade came from the 

crews who served the North Atlantic Blockading Squadron, from men like August 

Sebelin, whose dedication to service and cause enabled the North to sever the 

32William M. Fowler Jr., Under Two Flags: The American Navy in the Civil War (New York: 
W.W. Norton & Company, 1990), 248. 

33Edwin B. Coddington, "The Civil War Blockade Reconsidered," Essays in History and 
International Relations: In Honor of George Hubbard Blakeslee, eds. Dwight E. Lee and George E. 
McReynolds (Worcester, Massachusetts: Clark University Press, 1949), 300. 
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Confederacy's lifeline and force an early end to the war. It is conceivable that without 

the blockade the war could have continued indefinitely. The blockade also proved to the 

South the importance of developing industry. The Confederacy's antiquated agrarian 

economy it fought so hard to hold on to, in the end proved to be its downfall. It could not 

compete with the North's superior industrial strength and ability to supply its military 

operations. 



C H A P T E R T H R E E 

Runners and Blockaders 

Blockade running was a concept born of necessity. In 1861 the South was an 

agrarian-based economy with limited industry. The wealth of the Confederacy consisted 

of land and slaves. Cotton was the main cash crop. The Union, by contrast, possessed 

great industrial might and a superior reservoir of resources. The North also enjoyed a 

greater population and superior transportation systems. The Confederacy was counting 

on Europe's need for "King Cotton" to gain help and recognition from England and 

France. 

The South soon realized the importance of supplies from abroad. The 

Confederacy faced severe shortages due to its limited industry and manufacturing 

facilities. Its answer was to establish purchasing agencies in Europe. The largest was 

Fraser, Trenholm and Company, located in Liverpool, England. This firm bought 

materials along with the vessels to transport them across the Atlantic. Theses vessels 

became known as blockade runners. They would assist the Confederacy to the last 

months of the war. 

Vessels designed specifically for blockade running were small ships of light draft 

with short masts and speeds averaging between 9 to 13 knots.1 They usually displaced 

between 400 and 600 tons.2 Both screw and side-wheel designs were used. Twin-screw 

'Paul Hendren, "The Confederate Blockade Runners," Proceedings of the United States Naval 
Institute (Annapolis: U.S. Naval Institute Press, April 1933), 509. 

2Browning Jr., From Cape Charles to Cape Fear, 250. 

17 
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arrangements were the most common as they made less sound, were more maneuverable 

and less vulnerable to gunfire. Side-wheelers operated better in shallow water and were 

slightly faster than screw-propelled steamers.3 Most runners were painted a dull leaden 

gray to conceal their appearance while at sea. 

Blockade runners and Union blockaders constantly played a game of cat and 

mouse. Captains of blockade runners used stealth and darkness to escape detection. The 

ideal time to maneuver was during moonless, dark, and foggy nights. Most Union 

gunboats were stationed from one-half mile to five miles apart. Visibility varied greatly 

due to atmospheric conditions.4 Bad weather conditions always favored the blockade 

runners. In addition, when approaching shore, captains of runners blew steam off under 

water to reduce chances of detection. Speed was not necessarily a major consideration 

for blockade runners as the power plants needed to produce more speed tended to lessen 

the amount of cargo space. 

At the ports of Wilmington, North Carolina, and Charleston, South Carolina, the 

Union blockade used inner and outer barriers to patrol the waters. When a blockade 

runner was spotted, the various gunboats would alert each other and give pursuit. The 

blockade runner was then taken under fire, and if the pursuit was successful, intercepted 

or forced aground in shallow waters. 

Blockade runners used a common strategy for approaching port. First, the 

position of the runner would be fixed as accurately as possible before nightfall. Then the 

disposition of the blockade's outer cordon was studied. After dark, the runner would 

3Ibid. 

4Browning Jr., 251. 



19 

move in at slow speed, ever vigilant for blockading vessels. Once past the outer cordon 

the runner would increase speed and adjust course to pass through the inner cordon 

before dawn and on into port.5 Naval historian Paul Hendren writes: 

The pilots were adept in locating themselves by soundings, and the hand lead was 

used to guide them into shallow water where the runner was hove to until ranges and 
landmarks could be made out when, under full steam, the master and pilot would head 

for the harbor entrance and the protection of the harbor guns. 

Confederates ashore aided blockade-runners in a number of ways. Signals from 

-7 

shore were used during the day, salt works and signal lights during night runs. Range 

lights helped guide runners over the sand bars close to port. Each blockade runner 

carried a Confederate signalman who by code communicated signals to shore using flags 

Q 

during the day and lanterns at night. 

For example, a complete set of such signals on how to run the blockade was found 

on board the captured blockade-runner Bermuda at Charleston: 

A blue light with a white light above it will signify: The chances are bad for getting in 
Maffit's Channel; try Ship Channel tomorrow night at high water. A blue light with a 

white light to the south of it will signify: The chances are bad for getting here at 
present. A blue light with a white light to the north of it will signify: Try Pumpkin 
Hill Channel tomorrow at high water. T w o red lights, one above the other, will 

signify: Steer in west by north. 

Union blockaders also made the runner's task easier, though unintentionally. 

Union blockaders, particularly flagships, had tall masts and riggings, giving away their 

5Hendren, "The Confederate Blockade Runners," Proceedings of the United States Naval Institute, 

510. 
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7Browning Jr., From Cape Charles to Cape Fear, 253. 
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positions from afar. At Wilmington, most ships were stationed approximately two and 

a half miles from the Cape Fear River's mouth, thus setting a fixed position for the 

runners. They showed lights to the vessels to the left and right.11 The pumps of Union 

blockaders also alerted blockade-runners as they made a "jerking noise" which could be 

heard a mile or more away. Smart captains used every advantage to bring their ship and 

cargo into port. 

Captains and pilots with an intimate knowledge of the Southern coastline were a 

precious commodity for the Confederacy. The most successful were former Confederate 

naval officers many of whom volunteered out of a sense of duty and for adventure.12 

High salaries and immense profits lured other captains. Some were British naval officers 

on furlough. However, the majority were ordinary merchant captains.13 

With the increased volume of trade came a shortage of unskilled men for 

blockade running. Compounding the problem, the Union refused to parole captains and 

pilots of captured blockade runners.14 Masters became increasingly guarded when 

approaching their destinations, frequently sending boats ashore to ascertain their 

positions. As contraband cargoes became more valuable, masters would take to 

10Ibid. 
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12 Hendren, 508. 
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grounding their vessels upon detection. It was then possible to salvage the cargo in the 

surf, securing a profit for the owner.15 

Once past the blockaders, the runners were safe and under the protection of the 

fort's guns. Vessels anchored under protection until the tide rose high enough to allow 

passage over the bar. Once anchored, joy and celebration ensued for completion of the 

voyage and breaking the blockade. 

The South lost two important port cities early in the war. On 7 November 1861 

Admiral Samuel F. DuPont led an expedition to Port Royal, South Carolina, commanding 

a fleet of seventeen warships to attack and capture Fort Walker.16 DuPont was successful 

in his efforts, capturing both fort and city. The loss was devastating to the Confederates, 

as Port Royal was considered an excellent port because of its innumerable bays, tortuous 

rivers, creeks, and bayous, which were accessible by steamers of light draft. However, 

DuPont did not follow up on his success at Port Royal, leaving open the ports at 

Charleston, South Carolina, and Savannah, Georgia. 

In 1860 New Orleans was the largest cotton port in the world. It was the 

Confederacy's most important port in terms of wealth, volume of trade, and entrances 

and clearances of vessels.18 The Crescent City had the wealth, commercial connections, 

15Ibid. 

16Virgil Carrington Jones, The Civil War at Sea: The Blockaders, vol. 1 (New York: Holt, 
Rinehart, and Winston, 1960), 271. 

17Francis B.C. Bradlee, Blockade Running During the Civil War: And the Effect of Land and 
Water Transportation on the Confederacy (Philadelphia: Porcupine Press, 1974), 3. 

18Stephen R. Wise, Lifeline of the Confederacy: Blockade Running During the Civil War 
(Columbia, South Carolina: University of South Carolina Press, 1988), 17. 
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internal communications, and shipping needed to conduct direct trade with Europe.19 

New Orleans was also home to a large number of coastal steamers that could have been 

converted into blockade runners. However, interference from the Confederate 

government prevented the New Orleans-based steamship companies from using the 

vessels. On 24 April 1862 General Benjamin Butler's Union army captured Fort Jackson 

and with it New Orleans. 

Intermediate ports became essential to the blockade running trade, the two 

principal ones being Nassau in the Bahamas and Bermuda. Nassau lay 570 miles due 

south of Cape Fear; Bermuda some 674 miles due east of it.20 A run to Nassau by a fast 

vessel took approximately forty-eight to fifty-five hours. The same run to Bermuda was 

approximately seventy-two hours.21 Havana, Cuba, the best base for blockade running 

through Gulf ports, served Galveston, Texas, and Mobile, Alabama. 

On 12 November 1861 the blockade runner Fingal entered Savannah, Georgia, 

22 

delivering the largest cargo ever loaded in a single blockade runner. Her cargo 

consisted of 7,520 Enfield rifles and approximately 17,000 pounds of cannon powder.23 

The vessel also delivered 1,000,000 ball cartridges, 2,000,000 percussion caps, 3,000 

cavalry sabers, 1,000 short rifles, 500 revolvers, and 1,000 rounds of ammunition per 

'Tbid., 22. 

20Sprunt, Tales of the Cape Fear Blockade, 19. 
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22Bradlee, "Blockade Running During the Civil War," 51. 

23Harry Wandrus and Tom Stich, "Brief Notes on Arms Brought into the Confederacy by 
Blockade Runners," Hobbies 55, August 1950, 129. 
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rifle.24 As an example of the industrial woes plaguing the South, from 30 September 

1862 to 30 September 1863, approximately 113,504 small arms were imported into the 

Confederacy. During the same period the South produced only 35,000 such arms, 

illustrating the Confederacy's dependency on blockade-running.25 

After New Orleans' fall in April 1862, Wilmington, North Carolina, became the 

Confederacy's most vital port. Wilmington lay on the east bank of the Cape Fear River, 

approximately thirty miles from where the river flowed through two separate mouths into 

the Atlantic Ocean.26 The main channel of the river could be navigated for a distance of 

100 miles above Wilmington to the city of Fayetteville, North Carolina. Owing to the 

configuration of Wilmington's coastal features, it was virtually impossible for the Union 

to operate an effective, close blockade around the Cape Fear River area. 

The area employed a diverse defense system. Old Inlet was protected by Fort 

Caswell. Supporting the inlet were Forts Shaw and Campbell facing the Atlantic, and 

Fort Holmes on Smith's Island.29 Fort Johnson commanded the channel inside the Old 

Inlet bar at Smithville. These earthen forts provide protection for the Old Inlet bar 

entrance and escape routes into Wilmington. 

24Bradlee, "Blockade Running During the Civil War," 51. 

25Wandrus, "Brief Notes on Arms Brought into the Confederacy by Blockade Runners," 129. 

26Richard Everett Wood, "Port Town at War: Wilmington, North Carolina 1861-1865," (Ph.D. 
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Fort Fisher was the largest and most important of the forts guarding Wilmington. 

Its guns overlooked the New Inlet passage into the Cape Fear River. The fort resembled 

a giant letter "L" and sprawled across the half-mile wide distance between the Cape Fear 

River and the Atlantic, and a longer distance along the Atlantic beach face.30 Its parapet 

was twenty feet high.31 The land face of the fort was 682 yards long, its sea face 1,898 

yards. Fort Fisher protected the main approach into New Inlet. It was built for the sole 

purpose of resisting the bombardment of a large fleet.33 

Guarding the actual entrance into New Inlet was Battery Buchanan. It was a four-

gun, oval-shaped sand fort, located some distance from Fort Fisher itself.34 Battery 

Buchanan was included in the Fort Fisher complex, the latter known as the "Gibraltar of 

the Confederacy," or "The Malakoff of the South.35 Colonel William Lamb was 

responsible for its engineering and command. Lamb turned the Fort Fisher complex into 

the largest earthwork of the war.36 

Vessels approaching Wilmington did so on one of three courses: the Halifax line, 

the Bermuda line, or the Nassau line.37 Vessels maneuvering into New Inlet would steam 
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32Sprunt, "Tales of the Cape Fear Blockade," 27. 
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far to the north, then turn and sail south along the coast until they reached the protection 

of Fort Fisher's guns.38 Naval historian John Johns describes the typical approach: 

From the station off the Old Inlet, where there were usually from five to six 

blockaders, around to the station off the N e w Inlet, a vessel would have to make an 

arc of some fifty miles, owing to the Frying Pan Shoals intervening, while from 

Caswell across to Fisher it was only nine miles. The plan of the blockade runners 

coming in was to strike the coast thirty or forty miles above or below the Inlets, and 

then run along (of course at night) till they got under the protection of forts.39 

Trying to blockade Wilmington effectively became a top priority of Lincoln's 

administration. In July 1861 the Union began its blockade of Wilmington with one 

vessel only.40 International law decreed that an effective force must be stationed at all 

times at a port's entrance to constitute a legal blockade. The concept was open to 

interpretation as one vessel could mean an effective force. Blockades were established 

by notification. Once the Navy established its blockade of a port, vessels had to remain 

stationed there; otherwise the blockade would be invalid.41 Though this proved to be a 

legal assessment, the blockade of Wilmington remained weak. One gunboat could not 

cover the entire area. 

Another obstacle hampering the Union's blockading effectiveness was its lack of 

shallow-draft vessels as most Union vessels were deep-draft ships. Many Southern 

ports possessed shallow water inlets keeping the Union's deep-draft vessels further out 

38Wise, "Lifeline of the Confederacy," 130. 

39Johns, "Wilmington During the Blockade," 501. 

40Browning Jr., "From Cape Charles to Cape Fear," 219. 

41Ibid., 222. 

42Ibid., 223. 
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from the inlets. The Navy quickly responded to the problem by acquiring the proper 

ships for its blockading purposes. 

On 23 September 1861 Rear Admiral Louis Goldsborough took command of the 

North Atlantic Blockading Squadron. Goldsborough's first priority was supporting 

McClellan's Peninsular Campaign of 1861. Assigning vessels for the Wilmington 

blockade became a low priority. The South was aware of the gaping holes left by 

Goldborough's decision to assist McClellan. Judah P. Benjamin, Confederate Secretary 

of State, remarked, "It is notorious that there is a large number of ports within the 

Confederacy and a vast extent of coastline free from any investing force." 

As steam ships became available, Goldsborough gradually added them to the 

Wilmington blockade. He felt sailing vessels to be virtually worthless for blockading.44 

Goldsborough would never command a sufficient number of steam gunboats to assist the 

Wilmington blockade, thus never formulating a sophisticated tactical plan there.45 Since 

he had not sufficient vessels for a complete blockade he was forced to use the ships 

stationed there whether they were efficient or not. 

Early in the war Union General Ambrose Burnside led an expedition to the 

eastern coast of North Carolina. The expedition's first success was the capture of Cape 

Hatteras in August 1861 giving the Union army access to North Carolina's inland 

waterways. Another objective, Roanoke Island, would give the Union army a base from 

which to retake Norfolk and provide shallow water anchorage.46 Burnside's expedition 
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also included the taking of Beaufort, New Bern, Fort Macon, and the Albemarle and 

Chesapeake canal.47 Roanoke Island capitulated on 9 February 1862 giving the Union 

troops access to two sounds, eight rivers, two railways, and four canals in North 

Carolina's interior.48 This region was poorly guarded by Confederates who lacked 

sufficient troops to defend them. 

Burnside's mission continued to gain strength. The Albemarle and Chesapeake 

canal fell into Union hands on 14 February. A month later New Bern fell. Fort Macon, 

guarding the entrance into Beaufort, surrendered to Burnside on 25 April 1862. The 

capture of Fort Macon was the last action taken by Burnside's expedition. Union forces 

now possessed and controlled all major strategic positions through the interior coastline 

of North Carolina and became a vital staging point for supplying the N.AB.S. It also 

gave the Union army mobility to strike at the Confederates within the state's interior. 

The fall of 1862 brought a new commander to the N.A.B.S., Rear Admiral 

Samuel P. Lee. He inherited a squadron of 48 vessels which kept growing as the war 

progressed. From 1862 to 1863 his fleet increased to 57. A year later it had grown to 77. 

By September of 1864 Lee's fleet numbered between 84 and 119, making the N.A.B.S. 

the Navy's largest squadron.50 

47Ibid. 

48Ibid., 27. 

49Ibid., 36. 

50Laas, "Sleepless Sentinels," 26. 



28 

Lee's first change instituted a double line of ships or cordons outside 

Wilmington. Later on, Lee would deploy a third cordon, plus one in reserve. He also 

instilled the new principle in his officers to keep steam up and be ready at all times. Lee 

constantly upgraded the techniques of blockading and revised earlier instructions. A 

picket would be stationed close to the bar from twilight to sunrise, with all other steamers 

forming a cordon as close as possible to the bar.52 The spring of 1863 saw another 

change in procedure. Lee substituted picket steamers for the lightly armed picket boats 

on the premise that the poorly armed picket boats were incapable of making captures and 

only aided the runners by giving away their position.53 

Lee's continuing changes in blockading procedure paid off. Captures off 

Wilmington continued to increase. From November 1862 to May 1863, the N.A.B.S. 

captured or destroyed forty-one vessels.54 The figure climbed to fifty-one in 1863 and 

fifty-four in the first nine months of 1864.55 Though blockade runners were still making 

successful trips in and out of Wilmington, Lee's strategy paid big dividends for the 

Union. 

After the Union's capture of Fort Hatteras in August 1861, the Blockade Strategy 

Board proposed an attack on Wilmington. Many plans to capture Wilmington were 

discussed at various levels, but none were successful until the last six months of the 

51 Jones, " W e Are Useless," 21. 
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rebellion.56 In January 1863 Admiral Lee was assigned the task of taking the North 

Carolina port city. The ironclads Monitor, Passaic, and Montauk would accompany his 

fleet. Lee opposed the plan feeling three ironclads incapable of capturing Wilmington 

with its 5,200 men and 150 guns.57 He was saved from embarrassment when the 

Monitor, towed by the Rhode Island, sank off Hampton Roads, Virginia, in bad weather 

on 31 December 1862.58 The Wilmington expedition was terminated and Charleston 

designated the next objective. 

In fall of 1864 plans to capture Wilmington resurfaced, this time as part of 

General William Tecumseh Sherman's campaign into North Carolina. The Navy 

Department had to replace Admiral Lee as a condition of Lieutenant General Grant's 

acceptance of the plan. Command of the N.A.B.S. went to David Dixon Porter. The 

operation would be a joint effort with the Army. General Benjamin Butler, commander 

of the Army of James, would lead the attack. 

Butler's plan for the capture of Fort Fisher called for the use of a large amount of 

explosives loaded on a vessel. Butler proposed to explode the ship as close to shore as 

possible. He chose the obsolete steamer Louisiana for the assignment. She was a 295-

ton vessel, which was loaded with 215 tons of gunpowder.59 Porter gave approval of the 

plan and set it in motion. It was hoped that the explosion would level everything in its 

path, resulting in the easy capture of Fort Fisher. 
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Around 1:30 A.M. on 24 December, Porter drove the Louisiana under the guns of 

Fort Fisher. The anticipated destruction never occurred, as the blast caused little 

damage to the fort. Hence, Porter began a fierce cannonade of Fort Fisher lasting several 

hours.61 On Christmas day Butler landed about 2,000 troops ashore after another 

bombardment by Porter. The Union army came under extreme canister fire from the 

Confederates, causing Butler to load his men on transports and abandoned his position 

after a couple of hours. General Grant was furious upon learning of the incident and 

relieved Butler of his command on 7 January 1865.62 The first attempt to take 

Wilmington was an innocuous and total failure. 

Major General Alfred H. Terry was selected by Grant to command the next 

assault on Fort Fisher. The plan was similar to the first, being again an amphibious 

assault. On 13 January, the Union began its second attempt on Fisher. Another 

tremendous bombardment of the fort preceded the landing of 8,000 Northern soldiers. At 

3:25 P.M. on 15 January Porter stopped his shelling as 5,000 Union troops stormed the 

fort.63 By 10:00 P.M. Fort Fisher had fallen. On 22 February 1865 the city of 

Wilmington fell to Union forces as well. 

The Confederacy would be unable to overcome the loss of Wilmington. Only the 

port at Charleston now remained open. The noose had tightened around the Confederacy. 
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Raphael Semmes, infamous Confederate rear admiral, stated, "Our ports were now all 

hermetically sealed. The anaconda had, at last, wound his fatal folds around us."64 

Cause and adventure were only two reasons for blockade runners to aid the 

Confederates. Huge profits could be made from the venture. Officers and crew received 

excellent wages for their efforts. Private companies paid much higher salaries than did 

the Confederate government. Crews were paid in gold at a fixed salary set by the 

company. Salaries varied from company to company. One half of the gold was paid at 

the beginning of the run, the balance paid upon completion of the voyage.66 

Captains received approximately $5,000 in gold. Pilots received from $2,500 to 

$5,000 in gold per round trip.67 Pay for other officers was as follows: First Officer 

$1,250; Second Officer $750; Third Officer $750; Chief Engineer $2,500.68 

Crewmembers were paid $250-$300 in gold per round trip.69 Companies also offered 

added incentives. Many owners of blockade running vessels allowed officers to carry 

goods for themselves. This could increase profits by thousands of dollars.70 

The pay scale for Union sailors and officers was far different from their blockade 

running counterparts. In 1864, the pay scale was as follows: Commodores~$4,000; 
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Captains--$3,000; Commanders--$2,800; Lieutenants--$ 1,875; Ensigns--$ 1,200; and 

Fleet Paymasters-$3,300. Masters, such as August Sebelin, made $1,500.71 These 

figures represent annual rates. Pay was higher for officers at sea than for those on shore 

duty. 

Pay for enlisted men was much less. Unlike their army counterparts, a Union 

sailor's pay was regulated by the length of his term of service.7 Also, a sailor was never 

paid in full until his enlistment expired.73 Monthly rates were as follows: Yeomen~$45; 

Chief Gunner's Mates~$30; Quartermasters~$25, Seamen-$16, and Boys, 3rd Class-

$8. 4 Most enlisted men received only three to five dollars a month as spending money 

and seldom were awarded extra cash from the paymaster.75 Many supplemented their 

pay by writing home for additional funds.76 New York bankers often made loans on 

bounty money due to sailors and their wives and widows. 

Interception was a key component to the Union's blockading strategy. The most 

anxious time during blockade duty was the moment a suspicious ship was spotted. Union 

gunboats would immediately pursue the vessel, often in darkness and not knowing the 

intention or direction of the runner. Officers kept a steady watch to avoid collisions. 
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Orders were given to signal the position of the runner using rockets, lights, and whistles 

to indicate its course.77 However, blockade runners would use the same signals for 

escape purposes. 

Chases could last for hours with Union ships firing well over 100 rounds at the 

intended target. Speed was a necessity for intercepting runners. Cords of pinewood and 

rosin were kept on board to raise steam quickly.78 Officers were instructed not to 

overload their ships with supplies, to remove extra guns, and to keep other officers and 

70 

m e n from crowding forward when in pursuit. Despite these measures, the average 

speed obtained by blockaders was slightly over twelve knots, slower than most blockade 

80 

runners. 

Once the runner was captured or ran aground, the Union captain's duty was to 

keep the prize intact. Crews on blockade runners were instructed to destroy the ship 

before capture. This was particularly true of government-owned vessels. A boarding 

party then commandeered the ship. The officer in charge inspected the ship's papers 

(bills of lading, cargo manifest, register, invoices, and charter party). Upon completion 

of his examination, the officer decided what to do with the ship and its cargo. If the 

ship's crew was found innocent of any law infractions it was released, but if the officer 
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believed the ship guilty of transporting contraband, he impounded the vessel and claimed 

it as a lawful prize of war. 

Looting of blockade runners posed a problem. It was permitted only if the 

captured vessel was judged to have no value or would produce no prize money.82 

Looting of a vessel deemed prize worthy could result in forfeiture of the prize. Guards 

were posted to prevent pillaging. Prize courts in Northern cities would decide the matter 

of distribution of prize funds and which ships would share in the money. 

All blockaders sought the capture of blockade runners. This meant shared prize 

money. The amount of money divided depended on the size and worth of the ship and 

cargo seized. During the Civil War there was a great debate over the legality of seized 

cargoes on belligerent vessels. Most American statesmen and judges concluded that the 

cargo of a belligerent country shipped in neutral bottoms was liable to capture while the 

goods of a neutral in belligerent ships would be exempt from seizure. 

England's view was that enemy cargo was subject to capture wherever found and 

neutral goods were exempt from seizure.84 The two viewpoints were set down in the 

Declaration of Paris, 1856. Author Stuart Bernath states, "Although the free ships, free 

goods doctrine had been incorporated into the Declaration of Paris, the United States did 

not adhere to it in writing."85 However, the United States did acknowledge the principles 

in the Declaration of Paris as recognized rules of international law. The Union's 
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blockade was instituted to prevent contraband of war such as arms and ammunition from 

entering the South through belligerent or neutral ships. 

The purpose of prize courts was to fulfill the belligerent's obligation to the neutral 

states by judging the legality of the seizure of ships and cargoes by which the neutral 

claimed an interest. Once a runner had been captured, the appointed paymaster gave 

notice to the district court judge or the district prize commission. The principal prize 

courts were in New York, Baltimore, Washington, Boston, Philadelphia, Providence, 

New Orleans, and Key West.87 All papers and documents found on the prize ship were 

turned over to the court. 

A captured ship's cargo became property of the prize court. Witnesses 

accompanied the prize master to verify the account of the capture and the amount of 

inventory confiscated. Failure to produce witnesses could mean forfeiture of the prize. 

If condemned, the vessel was sold at auction and the prize money turned over to a 

89 

treasury or navy agent. 

The courts also decided which ships involved in the capture should share prize 

money. All gunboats within signal distance of the capturing vessel were allotted prize 

money. The government determined that six miles was the greatest signaling distance 

over which day signals could be read.90 After court costs, one half of the prize money 
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went into the navy pension fund. The other half went to the captors in proportionate 

amounts relative to their normal pay.91 In 1868 the navy pension fund held $14,000,000; 

net proceeds from all prize cases were $23,629,627.57.92 

It is estimated that blockade runners violated the Union blockade 8,250 times.93 

The Union forces would capture a total of 1165 prizes. They sank or destroyed another 

335, in all worth $30,000,000.94 Welles' 1864 annual report stated sixty-five vessels 

worth approximately $13,000,000 had been captured or destroyed attempting to run the 

Union's blockade from Wilmington alone.95 Admiral Lee received the largest amount of 

prize money, $109,689. Admiral Porter netted $91,528.96 From July 1861 to May 1866 

the United States Treasury Department paid out $10,103,764 to officers and sailors in the 

Union Navy for the capture of 687 blockade runners.97 

It is difficult to gauge precisely the blockade's effectiveness on the Confederacy. 

Despite the blockade, runners were able to break through and deliver their cargoes into 

Southern ports. The blockade did, however, cut the South off from many necessities and 

most luxuries. Prices skyrocketed for goods as inflation set in on the Confederate 
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economy. Essentials became scarce and expensive. Still, arms and ammunition found 

their way into Confederate hands, though less often as the war progressed. 

Eventually all major Southern ports were captured, but most not until the later 

stages of the war. Perhaps the greatest effect of the Union's blockade lay not in the 

number of vessels captured, but in the supplies that were left to spoil on foreign docks. 

In the last years of the war, ship owners became increasingly aware of the probability of 

capture and thus avoided ports such as Wilmington. Docks throughout the Caribbean 

were left with cargoes rotting in the hot sun. Blockade running had run its course and 

with it came the collapse of the Confederacy. It was no longer able to import the goods 

needed to supply its armies in the field. Soldiers and civilians alike soon became victims 

of Lincoln's "paper blockade." Whereas ammunition and armaments became scarce for 

the soldier, food and necessities became so for civilian residents of the South. 

Some blockade runners were loyal supporters of the Confederacy and conducted 

their business in that manner. However, most were in it for the large profits that could be 

made from the enterprise. They were not nearly so affected by the blockade as those 

whose existence depended on the runners to complete their voyages. Lincoln's overall 

strategy had succeeded, and it was men like August Sebelin who served the cause well 

and with dedication to duty. 



CHAPTER FOUR 

The U.S.S. Connecticut 

From the outset of the Civil War, Mr. Lincoln's navy suffered from a severe 

manpower shortage. As of December 1860, only 1,554 officers of all ranks served in the 

U.S. Navy. Of that number, twenty-four percent either resigned or were dismissed by 

1861. Most entered into Confederate service. The remaining loyal officers and 

approximately 7,500 enlisted men were stationed abroad, forcing the Union to recruit 

more officers and sailors to man its expanding fleet. Lincoln instructed the Navy to 

recruit 18,000 men to serve one to three year enlistments.2 

Thousands soon volunteered. By July 1861, approximately 13,000 new recruits 

were assigned to eighty-two additional vessels.3 However, by mid 1862 every Union 

squadron was still undermanned, a situation that would change little for the war's 

duration. In March 1864 Welles wrote in his dairy, "Our squadrons are becoming almost 

paralyzed for defense, offense, or blockading purposes," because of the lack of seamen.4 

There were neither enough qualified officers nor experienced sailors to enforce the 

Union's blockade effectively. 

'Still, Taylor, and Delaney, Raiders and Blockaders, 53. 

2Ibid. 

3Ibid. 

4Ibid., 54. 
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Federal bounties added to the Navy's woes. The large bounties offered for army 

enlistment attracted many experienced tars. The Navy's need for personnel went ignored 

in both the volunteer and draft systems as it lost many civilian seamen to the army. 

Welles needed Congressional help to solve his dilemma. However, Congress was slow in 

reacting to his request. Not until February 1864 did Congress amend the conscription 

laws to create draft quotas for naval recruitment. New recruits were now paid the same 

bounties as army enlistees. The law also permitted transfer from the Army to the Navy. 

New recruits received $600 to $700 in bounty money.5 

Due to persistent personnel shortages, the Union navy was forced to accept men 

of many backgrounds. Every naval recruit had to meet set guidelines for enlistment. He 

had to be eighteen or older, be at least 4 feet 8 inches tall and pass a physical examination 

before signing his "shipping article."6 Recruits seventeen or younger had to have 

parental or a guardian's consent. The average age for a Union seaman was twenty-five.7 

His term of enlistment usually ran three years or one cruise. A "Jack Tar", "Blue Jacket", 

or "Webfoot" (naval slang for sailors) could expect to spend the majority of his 

enlistment at sea. 

One important factor concerning new recruits was uniforms. Dress regulations 

o 

were established in 1852 and later modified in 1862. Blue woolen frock coats and 

trousers were standard issue for winter. White duck frocks and trousers were worn in the 

5Ibid., 56. 

6Glenn F. Williams, "The Many Tasks of Uncle Sam's Webfeet," America's Civil War (March 

2002), 24. 

7Ibid. 

8Still, Taylor, and Delaney, Raiders and Blockaders, 60. 
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summer months.9 Other standard issue garments included either blue or white cloth caps, 

pea jacket, a black silk handkerchief, two flannel undershirts, and two pairs of woolen 

drawers. Once aboard ship, a sailor's uniform was determined by his commanding 

officer. The result was often a squadron dressed in a variety of combinations. New 

recruits often received their initial uniforms upon reporting on board their receiving 

vessel. 

All seamen followed a chain of promotions. Landsman was the rank given to 

new, inexperienced recruits. They performed the dirtiest and most demeaning tasks 

aboard ship and were often ridiculed by fellow shipmates. With three years' experience 

or reenlistment, a landsman was promoted to ordinary seaman. He had to be familiar 

with handling and splicing of lines and working on the lower mast stages. Seaman was 

the next step up. Six years experience was required and knowledge of all ropes by name. 

Reliable seamen were promoted by the captain to the rank of petty officer based 

on experience and skills. Petty officers occupied a position of intermediate authority, 

often advising the captain on safety, maintenance and operations of the ship.11 High 

ranking petty officers were equivalent in rank to army sergeants. The Master-at-arms 

(the highest ranking petty officer) was in charge of the ship's disciplinary actions. 

Yeomen were responsible for storing and issuing material for the ship's maintenance and 

operations. Secondary petty officers known as "mates" (the rank achieved by Sebelin) 

9Ibid. 

10Ibid. 

"Williams, "The Many Tasks of Uncle Sam's Webfeet," 24. 
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assisted masters, boatswains, gunners, and sail makers. Master mates were considered 

"superior" warrant officers.12 

Equal in rank to army corporals were lesser petty officers. They included 

quartermasters (responsible for the ship's steering and assisted in navigation), quarter 

gunners, coopers, painters, cooks, cabin and wardroom stewards, and master-at-arms 

corporals. Lower grade petty officers of the boatswain's department supervised the 

sailing deck. Some were known as captains of the forecastle.13 Each petty officer, 

regardless of rank, was responsible for the ship's well-being and operations. 

A typical ship carried approximately twenty officers. The First Lieutenant was 

the senior line officer and the ship's chief executive officer (second in command). In 

July 1862 the Navy added the rank of lieutenant commander between the traditional 

ranks of lieutenant and commander. Line officers were in charge of sailing and fighting 

the ship and in command of the crew when at quarters, or battle stations.14 

Each ship employed civil or staff officers. They were responsible for the vessel's 

specialized departments. These officers included the paymaster, also known as the 

purser, responsible for the ship's payroll and purchases. Paymasters also sold sundries 

and other items to crewmembers. Masters were responsible for the vessel's navigation. 

Master was a transitional title of rank between midshipman and lieutenant. Midshipmen 

were junior line officers who had completed their academic work at the Naval Academy 

awaiting passage of their final exams for commissioning. 

12Ibid., 26. 

13Ibid., 25. 

,4Ibid. 
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After passing their exams, midshipmen were promoted to master or lieutenant. 

The Navy later created the rank of ensign, replacing the grade of passed midshipman.15 

These officers carried the weight of the ship's daily operations. Without them, the vital 

routine duties of the ship would go unheeded. 

By law foreigners were prohibited from serving on American warships since 

1813, but this law was rarely enforced. U.S ships abroad often filled vacancies in their 

crews with foreigners. This practice was frowned upon by the Navy, but by 1861 the 

need for sailors was at a premium. Large numbers of foreigners began to volunteer for 

service in the Union Navy. Immigrants ages 16 to 50 enlisted, the largest majority being 

in their twenties and thirties.16 They came from a variety of occupations, while only a 

sprinkling of enlistees claimed to be lifelong mariners. Foreigners would eventually 

constitute from one-fourth to one-half of all enlisted Union Navy personnel.17 

In 1860 the ratio of foreign-bom persons living in the North to that of the South 

1 R 

was one-sided as 86.60 percent of all immigrants were inhabitants of the Free states. In 

different terms, for every white foreigner residing in the South, eight had settled in the 

North. Enlistees in the Union navy came from nearly every country in the world. 

English and Irish recruits were the most numerous, followed by Scandinavians and 

Germans.19 Immigrants from France, Spain, Portugal, Russia, Poland, and Canada were 

15Ibid. 

16Ella Lonn, Foreigners in the Union Army and Navy (Baton Rouge: Louisiana State University 

Press, 1951), 639. 

17Ibid., 637. 

18Ibid., 1. 

l9Still, Taylor, and Delaney, Raiders and Blockaders, 57. 
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also represented in the Union Navy. The crew of the USS Colorado was made up of 

twenty-nine separate nationalities. 

There were many reasons why foreigners enlisted to serve the Union's cause. 

Many felt compelled to accept not only the privileges of American citizenship, but also 

its obligations. Some aliens felt a sense of gratitude to their new country while the 

promise of adventure lured others. Many foreigners sought rank and recognition for their 

service and aspired to military commissions. Others were attracted by the offer of 

automatic citizenship without the formalities otherwise required. 

The two central ideals embraced by the majority of foreigners were preservation 

of the Union and liberation of the slaves.20 Foreign-born volunteers felt their new 

homeland should be preserved intact without separation and with freedom for all who 

lived there. No nationality felt this need of unity more urgently than the Germans. They 

had suffered the effects of disunion in their homeland and knew better than most the scars 

incurred by civil war. Most Germans hated the idea of their newly adopted country 

becoming divided into small principalities and the strain it placed on its people and their 

progress. Many Germans also opposed the institution of slavery and were vehemently 

? 1 

opposed to its growth into new territories in the U.S. 

The Connecticut was built in 1861 by William Webb in New York City and 

purchased by the Navy from S. L. Mitchell & Son on 18 July 1861 at a cost of 

20Lonn, Foreigners in the Union Army and Navy, 66. 

2,Ibid., 67. 
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$200,000. 2 She was commissioned into service on 23 August 1861 by M. Woodhull.23 

The Connecticut was classified as a side-wheel steamer second rate which burned wood. 

Her tonnage was 1, 725; length, 251' 6"; beam, 38' 2"; draft, 22' 7".24 The Connecticut's 

average speed was 10 knots with a maximum speed of 15 knots. She had one engine. 

Her cylinder featured a diameter of 80" with a stroke of 132".25 In August 1861 her 

battery consisted of four 32-pounders, 42 cwt, and one 12-pounder. On 2 November 

1861 the ship gained two VHI-inch Dahlgren smooth-bores and one 30 pdr.26 In 

December 1862 the Connecticut received ten 32-pdr, 57 cwt., one 50-pdr. Dahlgren rifle, 

and one 30-pdr. Parrott rifle. The ship received its last armaments on 31 December 1863, 

including two 30 pdr. Parrott rifles and eight VHI-inch Dahlgren smooth bores.27 

The Connecticut made its maiden voyage on 25 August 1861 delivering men and 

supplies to ships of the blockade along the Atlantic and Gulf coasts, going as far as 

Galveston, Texas.28 She returned to New York City on 29 September 1861. The ship 

participated on two patrols, from 16 to 24 October and from 10 November to 17 

December 1861 in search of the Confederate cruiser Nashville?9 The Connecticut 

returned to cargo duty on 7 January 1862, making five voyages ending on 15 November 

22ORN., Series II, vol. I, 66. 

^Dictionary of American Naval Fighting Ships (1963), vol. II., s.v. "Connecticut." 

24ORN., Series II, vol. I., 66. 

25Ibid. 

26pdr=pounder. 

27Ibid. 

^Dictionary of American Naval Fighting Ships (1963), vol. II, s.v. "Connecticut." 

29 Ibid. 
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1862. During this span, the ship captured four schooners with large and valuable 

cargoes. 

The Connecticut found herself out of commission for repairs in New York from 

24 November to 15 December 1862. After repairs, the vessel left in tow of the Montauk 

on 24 December for duty as a convoy and tow ship off Aspinwall, Panama, until her 

return voyage back to New York, arriving on 6 June 1863.30 From 10 August 1863 to 25 

July 1864 the Connecticut was assigned to the North Atlantic Blockading Squadron off 

the coasts of North Carolina and Virginia. It was responsible for capturing five vessels 

and running a sixth ashore. 

The Connecticut was instrumental in capturing two important Confederate vessels 

during this time. On 9 May 1864 it caught the English steamer Minnie, with a cargo of 

cotton, turpentine, gold, and tobacco, becoming one of the most valuable prize cargoes 

ever seized during the war.31 Perhaps its most significant capture was that of the British 

steamer Greyhound on 10 May 1864, as it carried the infamous Confederate spy Belle 

Boyd. 

The Connecticut was taken out of service and stationed at Boston from 7 October 

1864 to 17 February 1865. The ship was placed back in service for her last voyage from 

21 February to 3 August 1865. Her duties were searching for Confederate privateers in 

the West indies and towing monitors from Port Royal to Philadelphia.32 The Connecticut 

was decommissioned 11 August 1865 at the Philadelphia naval yard. 

3'Ibid. 
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This, then, was the vessel aboard which August Sebelin witnessed a significant 

segment of the Civil War at sea. 



C H A P T E R FIVE 

August Sebelin's Civil War 

Men serving in the Union Navy lived a very structured existence. Having 

reported to his assigned ship, a sailor's name and rank (or "rate") was recorded in a 

muster book. Each section of the ship was numbered and each sailor then was numbered 

according to the section of the ship where he would be stationed for duties and during 

drills. Each man was also assigned sleeping quarters corresponding to his number. His 

allotted berth space for a hammock was fourteen inches.1 

Seamen's quarters were often damp and leaked due to the warping of deck planks, 

causing rain to filter through the decks and into the crew's hammocks. Their quarters 

were hot in the summer due to lack of shade and cold in the winter for lack of heat. 

Seamen also battled fleas, ticks, and lice which spread disease among the crew. Rats 

were another problem often biting through bulkheads and destroying the food supply. 

Officers enjoyed larger and more spacious quarters, usually comfortable and well-

furnished. 

Crew members had to adjust quickly to the routine that dictated their lives aboard 

ship. The day began at 5:45 a.m. when the bugler sounded reveille. The boatswain 

shouted such orders as "Rise and roll out," "Get up and Lash-up," or "Up all 

hammocks."3 The berth deck was swept, scrubbed, and saltwater swabbed before being 

'Still, Taylor, and Delaney, Raiders and Blockaders, 62. 

2Browning Jr., From Cape Charles to Cape Fear, 210. 

3Ibid., 63. 
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squeegeed. The spar deck was scoured with blocks of sandstone, also called holystone.4 

The ship's guns and all brass fixtures were polished and aloft riggings and sails were 

checked and secured before the sailors were permitted to clean themselves and have 

breakfast, usually served around 8:00 a.m. The forenoon watch began at 9:30 a.m. when 

drum beats signaled every man to his station or other place assigned to him. Every 

member of a crew was assigned a particular watch, usually on the port or starboard, off 

and on up to four hours, whether at sea or in port. Rarely did these schedules change, as 

Sebelin describes in his diary entry dated 11 March 1864: 

Today several changes were announced regarding the watch schedule for 

quartermasters. From now on, I will be exempted from standing regular watch and 
only be responsible for m y duties as signal quartermaster.5 

Gun practice involved constant drill aboard all warships. Again, the roll of drums 

indicated drill formation and the crew quickly rushed to their stations. The ship's gun 

crews practiced loading, running out and training. The same applied to small arms. All 

hands practiced shooting at a barrel placed approximately 300 yards from the ship. 

Sebelin records, "Again we had a very fine day. This afternoon all hands had target 

practice with rifles and revolvers."7 Both gun drills and watches were strictly enforced 

on all Union vessels. 

Saturdays and Sundays gave sailors a reprieve from everyday routines. Saturdays 

included cleaning and repairing clothing, purchasing items, or simple relaxation, if not on 

4Ibid. 

5August Sebelin's diaries, transcribed and translated by Eric C. Rust, revised edition, 1996, copy in 
the hands of the author. Hereafter referred to as Sebelin Diaries. 

6Still, Taylor, and Delaney, Raiders and Blockaders, 64. 

1 Sebelin Diaries, 22 January 1864. 



49 

watch. A n officer would inspect clothing and deem it fit or unfit for further use, 

discarded items being thrown overboard. Items needing mending were the responsibility 

of the sailor.8 Saturdays were also laundry days. 

Sebelin's diary gives insight into the relaxed mood on Saturdays in several 

entries. O n 6 February 1864 he writes, "Nothing remarkable today. Are drifting and 

cruising at approximately 33 degrees N. latitude and 77 degrees W . longitude." Sebelin 

twice more gives the same account of non-active Saturday leisure, stating on 18 June 

1864, "Nothing remarkable today. W e ride quietly at anchor, our engines are shut off, 

and it appears that we will be coaling here." O n 24 July 1864 he pens, "Nothing 

remarkable today. W e are making 10 knots on a course that will take us to Boston. Saw 

several whales this afternoon." Though Sebelin does not mention clothing inspections 

and laundry chores in his diaries, it is apparent he participated in these activities as other 

sailors were required. 

Sundays were more quiet, giving way to rest, relaxation, and religion. After 

breakfast the m e n gathered for inspection dressed in their best uniforms.9 If religious 

services were held, inspection would follow afterwards. Sebelin writes in several entries 

of his faith and belief in God. Though his religious denomination is not specifically 

stated, he almost certainly was Lutheran, the almost exclusive Christian religion among 

North Germans. His faith in God saw him through hard times away from family and 

home. Several entries give notice in his asking the Almighty for blessings upon his 

family and Germany, the two very much intertwined in his personal thoughts. 

Still, Taylor, and Delaney, Raiders and Blockaders, 64. 

9Ibid., 66. 
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Early in the diaries, Sebelin writes of his concerns for Germany. A n entry on 9 

September 1863 reveals: 

In Germany, at Frankfurt, an assembly of German's sovereigns has met to bring about 
greater political unity for Germany. But as the King of Prussia intentionally did not 

show up at this convention, Germany remains disorganized and perhaps even more so 
than before. But one thing may have become clear to the people, namely, that the 
sovereigns will never lead Germany to unity and to that degree of reputation to which 

she is entitled among the nations of the world on account of her size and location. 

The entry confirms Sebelin's strong emotional ties to, and hopes for, Germany. It 

will be remembered that Sebelin came to America to improve his professional skills, not 

primarily to fight for the Union's cause. He reiterates this notion in an entry dated 31 

December 1863: 

The old year will be over in a few hours; therefore I will contemplate briefly what I 

accomplished in the past. M y main achievement has been expanding m y knowledge 
of navigation. Otherwise there has been practically no progress. The brilliant hopes 
that filled m y soul only a year ago have all but disappeared, and a formerly almost 
unknown indifference has seized m e instead. Even those reasons that made m e enlist 
in the U.S. Navy do not seem to have any influence on m e any longer. Oh, Almighty 
God, give m e the strength to strive for all that is good and noble, and make m e detest 
all that deserves to be despised. O h give strength to stand firm against all temptations 
so that, provided you keep m e alive through your grace, I will be able to sum up a 
better result by the end of next year than I am able to at this time. 

Sebelin continued to plead to God for mercy for his homeland several more times in 

the diaries. He echoes his previous sentiments again on 6 March 1864: 

This evening I had a talk with H. Joh. about the war at home and the need for 
Germany to have a navy of her own. I am now determined to return to m y country as 
soon as m y service here is over. After all, I only came here to learn a profession that 

might be of use for Germany at some time in the future. M a y God assist m e in doing 
whatever I can for m y oppressed people and give m e strength and wisdom to know 

what is best and to become a humble servant of Germany! Amen. 

Sebelin's entry again displays his earlier eagerness to return home as soon as possible in 

order to serve his homeland. 
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Germany's war with Denmark was never far from Sebelin's thoughts and 

concerns. He watched the developments as closely as possible even though papers and 

letters from home were very infrequent. Still, Sebelin never lost hope for Germany's 

victory and eventual unification. Often he learned of his homeland's plight by way of 

newspapers. Sebelin reflected on the situation in an entry dated 27 February 1864: 

A transport brought the news today that a war has recently started in Schleswig-
Holstein. The N e w York paper reported a battle near Missunde in which almost 600 
soldiers where killed. I am very worried about m y parents and I can only hope that 
God will help m e in the misery that has descended upon m y country. I can hardly 
wait for the next newspapers. 

Missunde is located approximately five miles from Sebelin's birthplace of Dorotheenthal. 

Sebelin's next news of the war must have eased his concerns somewhat though 

his entry of 18 March 1864 does not reflect it. "Today I read the latest news about the 

war in Schleswig-Holstein. The Danes have been forced to retreat all the way to 

Diippel." Sebelin is referring to Prussia's sound defeat of the Danes, this coming on the 

heels of Denmark's refusal to remove its constitutional laws from Schleswig-Holstein 

and opening the door for an Austro-Prussian invasion. Forty-eight hours after the Danes' 

non-compliance, Austrian and Prussian forces crossed the Eider River and within two 

weeks had occupied the whole of Schleswig.10 The victory at Diippel confirmed 

Prussia's power and cleared the way for Denmark's ultimate defeat in July 1864. 

Sebelin's entry of 26 August 1864 validates this and mirrors his renewed optimism for a 

united Germany: 

The latest news from Schleswig-Holstein seems to indicate that hostilities have come 

to an end and that the duchies are now independent. What news! If God gives the 
land a wise government now, no country could be happier. I am almost ashamed of 

not having done anything for m y country. But the day will come, with God's help, 
when I can be of service to m y country and perhaps even the entire German nation. 

10Carr, A History of Germany, 1815-1945, 99. 
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The news from Schleswig-Holstein must have justified Sebelin's belief in God 

and renewed his spirits. For the duration of America's Civil War, Sebelin would not 

have to contend with worries about the war in his homeland. He could concentrate on 

improving his skills and in the end returning home to serve Germany. 

Sebelin's concern for his family weighed heavily upon the young German sailor. 

While he often worried for their safety during the Danish war, he also felt homesickness 

for Germany and Dorotheenthal. Many times he tried to conjure pleasant memories of 

home, but worry and concern denied him the pleasure. Sebelin relates this in an entry 

dated 27 January 1864: 

More so than usual my thoughts were with my beloved beyond the ocean today 
because it is m y mother's 44th birthday. That reminds m e of happy days a long time 

past. I have tried to imagine a happy picture of the life at home today, but I am not 
able to do so and am afraid there is little reason for them to be happy. It saddens m e 
that I can do so little for m y parents. M a y God help change all this before long. 

Another birthday, his sister's, again seems to have saddened him more than 

uplifted his spirits. Dated 15 April 1864, he pens, "Today is Emma's 19th birthday. Only 

in my thoughts can I wish her all the best for the next year." Eventually, the war against 

Denmark ended and Sebelin's family was unharmed. It was Sebelin's firm belief in God, 

his love and devotion to family, and commitment to his homeland that saw him through 

the hard times and lonesomeness he endured while serving the Union cause. 

Though many men served along with Sebelin on the Connecticut, he seems to 

have had few personal friendships aboard. He does relate meeting a fellow German 

sailor aboard another ship with whom he struck up a friendship. His entry on 18 August 

1864 reveals: 

Since we left Boston I have become acquainted with a young man from Nykobing in 
Jutland. His name is J. Feldmann and he is the son of an inn-keeper. He is the first 



53 

real friend I have found since I enlisted in the U.S. Navy. It was hard to take leave of 
him, almost as hard as 3 years ago when I left m y loved ones in Germany. W e 

promised to write each other often and I can only hope that both of us will keep this 

promise. M y friend serves on the Athena. This steamer, however, is still in Key 

West. O h how good it is to have a real friend and how remarkable it was to meet this 
way. W e saw each other, exchanged a few words and then realized that we had much 

in common. I cannot but think of the saying 'It's good to be a friend's friend.' 

Through the remaining parts of the diaries Sebelin does not mention Feldmann 

again, suggesting that the two may have lost contact. Perhaps Sebelin's lack of close 

personal friends on board the Connecticut was due in part to an absence of German 

sailors. This is not to say that Sebelin was without friends. A diary entry dated 26 July 

1864 mentions a night out with his mates, as "I spent the evening at the theater with some 

of my comrades." 

Reading the diaries, one is impressed with Sebelin's keen sense of the inner-

workings of the Union navy and its command structure. Several references address the 

privileges officers enjoyed over enlisted men on the issue of punishment. One incident 

revolved around Mr. Stanfield, a master mate of the Connecticut. On 26 March 1864, 

Mr. Stanfield returned intoxicated from shore leave. Three days later Sebelin's writes: 

The master mate, Mr. Stanfield who got so drunk last Saturday was ordered back to 
his duties by the captain today after a few days under arrest. Everyone had expected 

that he would get a stiff sentence as would have been customary for ordinary seamen 
and petty officers even in the case of minor offenses. But it seems to be true after all 
that there are two standards, one for enlisted men and one for officers! 

Sebelin reiterates this sentiment in an incident occurring four months later in 

Boston involving the First Boatswain: 

Around sundown an inspection was held on the quarter deck and some of the men 
were reprimanded with regard to certain incidents that took place before we left 
Boston. The First Boatswain was demoted and will face a court martial. Some of the 
officers committed offenses in Boston that are certainly inexcusable, but not a thing 

was said about that. 

"Ibid., Thursday, 18 August 1864, 102. 
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Alcohol was a vexation that had long plagued the navy. Congress eventually 

abolished grog rationing (either whiskey or rum diluted with water) to sailors. Under 

pressure from the temperance movement, Congress repealed the act on 1 September 

1862.12 In lieu of grog sailors received five cents a day. Sebelin recalls receiving his 

allowance throughout the diaries. O n 11 September 1863, Sebelin's entry reads, "This 

morning every member of the crew was paid in cash $2.00 as grog allowance." This law 

was widely unpopular among seamen and failed to stop drunkenness on ships, since 

sailors could procure liquor from various sources ashore such as sutlers and merchants 

w h o followed the fleet.1 Alcohol was the primary factor in sailors being reprimanded 

and punished for offenses incurred under its influence. 

Meal time was eagerly anticipated by all tars. Each ship's crew was usually 

divided up into messes consisting often to twelve men.14 Leaders of each mess, or 

"cooks" as they were known, were responsible for the group's food. Each man received 

one ration, and anyone who chose not to draw a ration was entitled to twenty cents with 

the permission of the commanding officer. Officers enjoyed a better quality of 

subsistence. They were given equal amounts regardless of pay; approximately thirty-five 

dollars worth a month. This included not only food but funds for dishes and table 

furniture.15 

12Still, Taylor, and Delaney, Raiders and Blockaders, 72. 

13Browning Jr., From Cape Charles to Cape Fear, 212. 

uIbid. 

,5Ibid. 
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Foods making up a sailors diet included pork, salt beef, beans, coffee, tea, rice, 

sugar, hardtack, and butter. Other items consisted of flour, dried apples, desiccated 

potatoes, vinegar, and molasses. Sailors in salt water estuaries supplemented their diet 

with clams, oysters, crabs, fish, and other seafood. Not only was fishing a leisurely 

occupation on board most ships, but it provided fresh seafood for the crew. Sebelin's 

diaries include a reference of shipmates who fished off the ship's sides. "Some of the 

men drew fishing nets through the harbor today with good success so that there were 

enough fish for the entire crew."16 

Tars with free time on their hands improvised other types of relaxation. They 

read, wrote home, played dominoes, or would spin yarns in the company of each other. 

Music was perhaps the sailor's greatest joy. Some vessels carried musicians and a 

complete set of musical instruments. Card playing was usually prohibited on board but 

vessels often furnished libraries. Recreation time ended promptly at 8:00 p.m. when the 

night watch took over. 

A popular form of entertainment usually occurring around holidays was boat 

racing. Sebelin's diaries refer to several such events: 

This afternoon 4 of our boats engaged in a rowing competition, and now there is 
much dispute about who came in first. I personally believe that the second cutter won 

the race.17 

Sailors would raise prize money for other events such as being the first to spot a 

blockade runner. The diary entry dated Tuesday, 29 February 1864, illustrates this point: 

For some time officers and men had contributed voluntarily the sum of $80 as a 
reward to go to the m a n who would be the first to report a prize. N o w it happened 

"'Sebelin Diaries, Thursday, 3 September 1863. 

17Ibid., Thursday, 25 February 1864. 
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today that both look-outs sighted the Scotia virtually simultaneously and therefore 
each of them received an equal share of the said sum. 

Recreational activities aboard ship could never be a substitute for shore leave or 

liberty. Sailors treasured the opportunity to go ashore to purchase needed goods and 

necessities, or to seek out entertainment. Crews located inside the sounds were given 

liberty in New Bern, North Carolina, or at other times in Beaufort, North Carolina.18 

Most liberties granted officers were for seven to ten days while the time allotted to 

crewmen was less. Sebelin makes note of several instances of shore leave in his diaries. 

He also reveals his disaffection for the Beaufort, North Carolina, area and its inhabitants. 

On Labor Day 1863 he writes, "There is nothing attractive about the country here and this 

town which has been deserted by most of its former inhabitants." Two weeks later, 

Sebelin describes the hostile attitude of Norfolk, Virginia, residents: 

Many of the men here are Unionists, or at least moderate rebels; however, the 

animosity of the w o m e n against all supporters of the Union is beyond description. 

Sebelin's observation about Southern women held true throughout the Confederacy. For 

the most part, they were staunch supporters of the Southern cause, maintaining their 

defiance toward the Federals until the end of the war. Most Southern women would not 

have a beau or husband unless he served in the Confederate ranks. 

Trouble often accompanied sailors while ashore, with alcohol playing a large role. 

Patrols of army provost-general detachments or local police were responsible for keeping 

the peace in port cities. Rewards were offered for returning seamen back to their vessels 

'Browning Jr., From Cape Charles to Cape Fear, 211. 

Sebelin Diaries, Tuesday, 15 September 1863. 
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when they failed to make the curfew. Sebelin describes such an incident on 4 September 

1864 and its effect on the crew: 

In the course of the day several of our men were brought on board by the police. The 

latter collected their reward of $15 per man, the sum now promised to whoever brings 

back a seaman of the Connecticut still ashore. This morning an inspection was held 

and it was announced that there would be no shore leave today. There is deep 
resentment among those m e n w h o have not yet been ashore. 

Prostitution was also a problem for the Navy and its men in port. Prostitutes lined 

the streets and were readily available to tars with money and time on their hands. 

Sometimes they were brought illegally on board gunboats to practice their trade. 

Infractions of rules ultimately led to sailors facing court-martials and punishment. 

Sebelin wrote often of such episodes in his journals, providing much insight into the 

process. 

Discipline was crucial to maintaining order aboard ship. Without it, a crew's 

morale sank and its efficiency could become crippled. In July 1862 Congress enacted 

twenty-five articles pertaining to the discipline issue.20 Punishment for offenses under 

the articles was administered by the ship's captain. 

Castigation was less severe during the Civil War, the navy having abolished 

flogging. However, officers did inflict stern and rigid means of punishment. Sebelin's 

diaries indicate an uneasy optimism about the discipline on board the Connecticut as it 

began its cruise: 

Up to this moment it is very difficult to determine what kind of ship this will be with 
regard to discipline and treatment. I believe, however, although discipline on a war 
ship is nowadays more rigorously enforced than ever, w e will have a rather good ship 

once order has been established to a certain degree. 

20Browning Jr., From Cape Charles to Cape Fear, 215. 

21Sebelin Diaries, Wednesday, 12 August 1863. 
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Sebelin detailed several incidents of punishment on board ship during his 

enlistment. An entry dated 23 October 1863 describes Captain John J. Almy's stern 

sentence given to a crew member: 

At 4:30 all hands were called to the quarter deck, the flag was hoisted, and the 

Captain announced the sentence rendered by a court martial to ordinary seaman E. 

Berry. It runs as follows: 15 days on bread and water as well as the loss of 3 months' 
pay. The said seaman had refused to work down in the coal bunkers while we were at 
Beaufort. The sentence strikes most of us as very harsh. 

Sebelin recalls two similar incidents of punishment while serving on the 

Connecticut. An excerpt from his entry for 19 November 1863 relates the punishment 

given for assaulting an Ensign: 

At 1:00 p.m. this afternoon all hands were called to the quarter deck for an inspection. 
The Captain then pronounced the sentence passed on W . Stanley by court martial. It 
runs as follows: loss of 3 months' pay and 30 days strict confinement. 

Sebelin recalls yet another incident involving punishment: "Today the sentence of 

the court martial held yesterday was announced: loss of 2 months pay and 2 months in 

double irons." Strict discipline accompanied by stem punishment for rules infractions 

were vital to the functioning of the ship, its operations, and the sailors' moral attitude. 

Supplying the blockading squadrons with provisions was essential in maintaining 

the fleet. As the fleet grew larger so did the demand for fresh provisions. Supply 

schooners and storage facilities had not the capacity to hold essential items to maintain 

the ships and at the same time hold fresh foodstuffs for the entire fleet.23 For this reason, 

the Navy Department purchased speedier side-wheel steamers with which to supply the 

Ibid., Sunday, 8 May 1864. 

'Browning Jr., Cape From Charles to Cape Fear, 111. 
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fleet with fresh provisions. This innovation enabled ships to remain on their stations 

longer. 

Early in the war both the Connecticut and the Rhode Island served as supply 

vessels. In the fall of 1861 the Connecticut was the first ship to experiment with a new 

technique of preserving beef on board ship. This innovative method consisted of 

alternating a layer of ice with one of beef. The process occurred in a "chill room," 

similar to a refrigerator. Connecticut held 400 quarters of beef hung on hooks and 

packed as tightly as possible. The ship carried 59,000 pounds of beef with 125 tons of 

ice, approximately a four-to-one ratio of ice to beef.24 The Navy gradually introduced 

chartered schooners as supply vessels, thus allowing the Connecticut and Rhode Island to 

be refitted as blockaders. 

As the war progressed, Gideon Welles remarked, "Steam has become such an 

indispensable element in naval warfare, that vessels propelled by sails only are 

considered useless for war purposes."25 The Navy had little experience with steamers 

prior to the war and found the logistics of supplying their blockading squadrons a 

problem. Vessels employing steam could not remain long at their stations without 

recoaling. 

The Navy quickly set up depots along the Atlantic coast to store the needed coal. 

Coaling depots such as Fort Monroe, Virginia, Beaufort and N e w Bern in North Carolina, 

as well as the Chesapeake Bay area were among several depots established to supply both 

the North and South Atlantic Blockading Squadrons. To obtain the coal the Navy 

Ibid., 184. 
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Department had to requisition it from naval purchasing agents. Throughout the war this 

became a major problem for the Union as requisitions passed through too many hands 

causing the system to fail and slow deliveries.26 

Contracts made early in the war with coal companies insured the Union's coal 

reserves. The best coal was produced in eastern Pennsylvania. The average coal season 

ran from May to November as it was shipped via the canals.27 An important element of 

coal was its ability to ignite easily. Canal coal could be lit simply by a match, whereas 

anthracite could only be kept alight under regulated conditions of draught.28 Estimating 

the heating value of a fuel was calculated by "establishing the amount of moisture, ashes, 

and volatile compounds which it contains, and to credit every pound of the latter as being 

able to evaporate twenty times its weight of water."29 

Ships serving the blockade off Wilmington endured considerable logistical 

problems of obtaining coal during the conflict. The situation would not improve much 

during the war and was a contributing factor in the squadron's lack of success to stop 

blockade runners.30 Coal consumption off Wilmington was high due to extreme tides, 

heavy weather, and swift currents. These conditions often prohibited supply colliers to 

anchor, forcing vessels to undertake a day's travel to the Beaufort depot instead. 

26Ibid., 188. 

27Ibid., 189. 

28C.E. Stromeyer, Marine Boiler Management and Construction (London: Longmans, Green, and 
Co., 1898), 68. 

29Ibid. 

30Browning Jr., From Cape Charles to Cape Fear, 195. 
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Coaling was a laborious task for seamen. A ship could either anchor beside a 

collier or tow a collier alongside to coal both port and starboard bunkers. Often coal was 

rejected by officers because of its low quality or because it contained slate. Admiral Lee 

allowed faster gunboats to choose their coal while slower vessels took what was offered. 

Coal was passed from the collier in tubs holding over 100 pounds at a time. Crews 

loaded the coal into the holds with each tenth bucket being weighed and a receipt given to 

the master of the collier.31 

Coal consumption grew as the blockaders1 patrols increased. In November 1862, 

the average consumption was 1,200 tons a month. B y April 1864, vessels off 

Wilmington were using approximately 4,000 tons a month.32 As the war progressed, the 

Navy implemented the use of ex-blockade runners as supply vessels. Their boilers ran on 

bituminous or "soft" coal. The Navy was forced to augment their regular hard coal with 

the bituminous, as burning hard coal made the ex-runners less efficient.33 

Sebelin's diaries are scattered with entries detailing the coaling process. 

Sometimes coaling took several days to complete. Sebelin's entries from 13 January 

1864 to 16 January 1864 are a good example. His 13 January entry reads, "This morning 

w e began to take on coal from a schooner that had been brought alongside." The 

following day's entry reiterates the previous day's procedure: "The men have been busy 

coaling today." It was Saturday, 16 January, four days later, that the coaling finally 

ended: " W e finished coaling today and cleaned the ship." 

31Ibid., 187. 

32Ibid., 196. 
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Sebelin gives a detailed account of the amount of coal deposited aboard ship and 

the labor required in his 27 July 1864 entry: 

When I came back this morning the men had already begun coaling. The Lieutenant 
ordered all petty officers to lend a hand in this business, and by 11: a.m. some 100 
tons had been taken on from a barque brought alongside. 

For the Union navy, the logistics of supplying large naval operations during the 

Civil War were a new experience. Its problem of coal consumption was never solved due 

to faster ships, the patrolling of larger sea spaces, and the use of more fuel. Even with the 

use of coal depots the Union Navy continued to face shortages. Establishing a successful 

blockade was difficult as one-third to two-fifths of all ships were constantly away for 

refueling and repairs. 4 The partial success credited to blockade runners can be attributed 

in good measure to the Union's logistical handicaps. 

It was Sebelin's desire to expand his navigational skills that brought him to 

America's shores and into its Civil War in the first place. His primary goal was to 

expand his knowledge and return to Germany to aid his nation which, largely land

locked, had an indifferent maritime experience at best. Sebelin's diaries reveal his 

enthusiasm to learn the skills of a navigator: "This afternoon I practiced taking a lunar 

distance and almost got the longitude correct."35 The following day, Sebelin writes of 

taking another measurement and the difficulty of mastering it. "Took another lunar 

distance today, but obviously the distance measured must have been too great." 

^Browning Jr., From Cape Charles to Cape Fear, 199. 

'Sebelin Diaries, Tuesday, 15 December 1863. 

'Ibid., Wednesday, 16 December 1863. 
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Sebelin continued to learn while gaining confidence in his abilities. In his 11 

January 1864 entry Sebelin reports how is given a chronometer to study: "This morning 

Mr. Harding gave me a chronometer so that I might find out how it works." A 

chronometer is a timepiece equipped with a special mechanism for ensuring accuracy. It 

is used in determining longitude at sea or any purpose where exact measurement of time 

is required.37 Four days later, on 15 January 1864, Sebelin again comments on his 

mastery of the chronometer: 

The weather cleared today so that I had a very good opportunity this afternoon to 

measure the sun's elevation for comparison with the chronometer. I took several 
readings and gained the impression that the chronometer is slow. 

Sebelin's determination in learning navigation paid big dividends. His astute 

study led to his first chance of navigating the Connecticut on a trip to Boston in the 

spring of 1864. His entry of 11 May shows his exultation: 

Got our latitude at noon by shooting the sun and saw that our position was not too far 

from Barnegat. A cast of the lead found us in 15 fathoms of water which convinced 
m e that w e were no more than 20 miles offshore. I then changed course for the 
coast, and at 1 p.m. w e sighted Barnegat Lighthouse. I was quite pleased because 

everyone could see that m y observations had been correct. 

August Sebelin showed much maturity and uncommon dedication while serving 

in the Union Navy. Early in his diaries he mentions problems with his right foot and his 

concern that it would keep him away from his duties. "During the afternoon my right 

ankle swelled in such a way that I had to see the doctor this evening. He immediately put 

me on the sick list and applied cold bandages."38 Three days later, his ankle still swollen, 

Sebelin's earnestness prevailed, "Although I told the doctor that I felt well enough to 

'The American College Dictionary, 1967 ed., s.v. "Chronometer." 

'Ibid., Monday, 17 August 1863. 



64 

resume my duties he kept me on the sick list. Despite his concerns I went on with my 

duties."39 

Sebelin should have obeyed the doctor's advice. He continued to experience 

repeated occurrences of his ankle swelling for the next month. His entry for 24 August 

1863 states, "The doctor said this morning that I would not be able to use my foot for a 

least a week, which is very discouraging." Sebelin spent his week's recovery sitting on 

deck watching his fellow crewmembers work. Trouble with his ankle recurred on 1 

September. He spent another week incapacitated: 

Our doctor went north today but left orders to the effect that I should not resume 
duties prior to his return. I feel quite well, but the doctor does not believe m e and 

therefore I a m not permitted to return to m y duties. 

Sebelin's superiors began to take notice of the German's skills and dedication to 

duty. He was conscientious of his actions and hard on himself when he did something 

wrong. Sebelin writes of an accident he had with the chronometer: 

At 8 a.m. I wound up the chronometer as usual but was not as careful as I should have 
been and the chronometer stopped. I managed to get it working again but, of course, 
its calibration with regard to G.M.T. was lost. I hope that this incident will serve as a 

warning to m e to be more careful in the future. 

Sebelin often volunteered for various duties aboard ship. His entry of 7 

December 1863 points this out: "I volunteered to go with them [to salvage enemy 

contraband], but all our attempts remained fruitless so that we left the wreck in almost the 

same state as when we boarded it." Such actions got Sebelin noticed and an offer of 

promotion soon followed. 

'Ibid., Thursday, 20 August 1863. 

'ibid., Thursday, 21 January 1864. 
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After making quartermaster, Sebelin declined his next chance at promotion to 

master-at-arms. Sebelin gives no reason for his refusing the promotion. Perhaps it was 

not the position he aspired to: 

At 10 a.m. this morning I was asked to report to the First Lieutenant. He asked me 

whether I would like to become master-at-arms of this ship. Although I had no idea 
of this proposal beforehand, it did not take m e long to make up m y mind, and I 
answered in a negative way.41 

By summer 1864 Sebelin's navigational skills along with his dedication to service 

again placed him in a position for promotion. His entry of 24 July 1864 confirms this: 

"The First Lieutenant spoke to me this evening and assured me that he would do 

everything possible to secure a promotion for me." The First Lieutenant kept his word as 

six days later, on 30 July 1864, Captain Almy inquired as to Sebelin's wish for 

promotion: "The Captain asked me today if I wished a recommendation for promotion to 

master mate. I gladly accepted his offer." 

Captain Almy sent the recommendation for Sebelin's promotion to Washington 

where it was approved. Sebelin received confirmation of his promotion nine days later. 

He was unprepared for the taking of the oath, however, not having a uniform for the 

occasion: 

This morning the Captain told me that my letter of appointment to the rank of 

master's mate had arrived and that I should see a magistrate to take the required oath. 
I had to do this very quickly because the Connecticut would sail at 11 a.m. I was 

given no extra time to buy m e a new uniform and therefore was forced to call on Mr. 

Hall who loaned m e a few of his clothes.42 

Sebelin had earned his promotion and was excited upon receiving it. His hard 

work and devotion to duty had served him well. He had gained the knowledge he sought 

41Ibid., Sunday, 14 February 1864. 

42Ibid., Thursday, 8 September 1864. 
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and in the process gained a coveted reward. The young German sailor was living up to 

his expectations of increasing his navigational skills and at the same time made progress 

on his way to becoming an efficient officer. 

It is evident from his 11 September 1864 entry that Sebelin would take his new 

responsibility seriously: 

I do realize that it is not so easy to give orders as some people may perhaps think, 

particularly so since I have no previous experience. But with God's help and through 
hard work I hope to fill m y new position properly. 

Sebelin would never quite enjoy his promotion. His term of enlistment expired 

and he was eager to return home to Germany. Arriving in Boston, Sebelin demanded his 

release and was granted an honorable discharge. He collected back pay from the 

paymaster and left Boston by train for New York City that same afternoon. Though 

Sebelin had desired the new promotion he felt his family and country needed him more. 

Sebelin would eventually however reenlist later that year at the rank of Acting Ensign. 

Throughout his diaries, Sebelin offers many commentaries about the 

Connecticut's Captain John J. Almy, particularly what he judged to be the Captain's 

professional incompetence. Almy was bom in 1815 in Rhode Island. In 1829 he was 

appointed a midshipman in the U.S. Navy. Almy made lieutenant in 1841, and was 

engaged in action in the West Indies and the coast of Africa. His first real military action 

came in 1847 during the Mexican War while taking part in the capture of Vera Cruz and 

the capture of Tuspan. 

At the start of the Civil War, Almy was commissioned commander, serving on the 

Connecticut as part of the North Atlantic Blockading Squadron. In 1865 he was 

promoted to Captain and later promoted to Commodore in 1869 at which time he served 
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as chief signal officer for the Navy. Almy received his promotion to rear admiral in 1873 

and commanded all naval forces in the Pacific until he was retired in April 1877. Almy 

performed the longest time of sea service credited to any officer in the navy, serving 

twenty-seven years and ten months, his shore and other duties having been fourteen years 

and eight months. Almy died on 16 May 1895. 

Early in his diaries, Sebelin recounts an accident caused by Almy's inattention 

and incompetence. His entry on 22 August 1863 describes a collision the Connecticut 

had caused with another vessel off Wilmington: 

When I was convinced that a collision was inevitable I hurried back to the quarter
deck. If someone asked m e to affirm under oath which ship in m y opinion was 
responsible for the collision, I would be obliged to answer as follows, namely, that 

the accident was certainly the result of the strange and incomprehensible handling of 
the Connecticut. 

Five days later, the Connecticut had a similar experience. Sebelin's diary entry 

for 27 August 1863 recalls: 

We came within a hair's breath of repeating the scene of 22 August. Through his 
strange and unseamanlike handling of the ship, the Captain brought us into such a 
position that it was almost impossible for the Chircassien to avoid a collision with us. 
This time w e had a narrow escape and no damage resulted. The First Lieutenant was 
very upset about the Captain's repeatedly stupid performance and did not refrain from 

blaming the Captain in front of all present. 

Almy's incompetent handling of the ship and his poor leadership failed to inspire 

confidence in his crew. Sebelin's entry on 10 September 1863 mirrors the crew's 

feelings toward their beleaguered captain: 

Among the officers and men here on board, one feels a strong antipathy against 

Captain Almy. The collision with the Quaker City is being more welcomed than 
bemoaned because everybody is convinced that the Captain will have to undergo a 

court martial and be relieved of the command of the Connecticut. However, our 

hopes seem to have evaporated, and it now looks as if Captain Almy will go out in 

this ship again. 
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Almy continued to frustrate his crew with his incompetent handling of the ship. 

Sebelin's 25 September 1863 entry relates Almy's lack of imagination and leadership 

dealing with a grounded blockade runner and its cargo: 

Our officers and men wished to go ashore again and totally destroy the wreck with a 

barrel of powder. But the Captain would not allow it. Everywhere on this ship one 
hears comments pertaining to the Captain that certainly do not sound like 

compliments. Everybody would prefer for him to be somewhere else than here on 
board. 

Indications of Almy's ineptitude appear several more times in Sebelin's diary. 

His entry of 11 October 1863 describes Almy's apathy towards firing action near 

Beaufort's shore: "At 8:30 p.m. we saw firing of several guns close to the shore; 

however, the Captain did not want to approach the scene of action." Again on 14 June 

1864 Sebelin relates Almy's lack of motivation in pursuing a blockade-runner. "Our 

Captain did not want to close the stranger although the distance was hardly more than 3 

miles." Given the details of Sebelin's diaries, it is hard to conceive how John J. Almy 

later rose to the rank of rear admiral or any other position of authority. 

Fitting in with his incompetence, Almy could also be insulting. Sebelin's entry 

for 30 October 1863 relates an example of Almy's arrogant attitude: 

It is amazing to see how insulting Captain J.J. Almy is toward the commanding 
officers of the other ships here since he has become flag officer. They can only hope 

to be rid of such a superior officer as soon as possible. 

Almy could also be hot-tempered as he proved towards Sebelin personally over an 

incident involving Sebelin's handling of the ship. It happened on 25 November 1863: 

The First Lieutenant ordered me to take the helm, and although I executed all orders 
precisely as given the Captain nevertheless threatened to shoot me. This evening I 
spoke to the First Lieutenant and several other officers who had been present when 

the Captain uttered his threat. They all agree that I carried out m y duties correctly in 

every respect. 
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Almy apologized to Sebelin the next day for his actions. Though Sebelin accepted the 

apology his critical opinion of his skipper remained the same. Over the fourteen months 

Almy served as captain of the Connecticut, his vessel captured four steamers: Juno, 

Minnie, Scotia, and Greyhound, with cargoes valued at $1,063,352.49. He was also 

responsible for the grounding of four additional runners including the Phantom, Herald, 

Ceres, and Diamond^1 Sebelin does not seem the type of man to exaggerate or base his 

opinions on animosity towards others. Reading Sebelin's diaries, the researcher senses 

that Sebelin's accounts of Almy and his actions were well founded and shared by the 

Connecticut's crew. 

Blockade runners were the chief instrument used by the Confederacy to import 

needed war supplies. Every care was taken in their construction to increase speed, 

invisibility, and handiness. The typical Civil War blockade runner was a long, low side-

wheeler, approximately four to six hundred tons, with a slight frame, its length perhaps 

nine times its beam. The hull ascended only a few feet out of the water, and usually 

painted a dull gray color. Its spars were two short lower-masts with only a small crow's 

nest. The forward deck was constructed in the "turtle-back" style for operating in heavy 

seas. They burned soft coal which produced noticeable black smoke. When coming in, 

all lights were extinguished and the steam blown off under water.44 John Wilkinson, 

captain of the blockade-runner Zee, stated, "The fact is, a blockade-runner was almost as 

invisible at night as Harlequin in the pantomime.' 

43Hamilton Cochran, Blockade Runners of the Confederacy (Indianapolis: Bobbs-Merrill 

Company, Inc), 284. 

"Soley, The Blockade and The Cruisers, 157. 

45Robert Carse, Blockade: The Civil War at Sea (New York: Rinehart & Company, Inc, 1958), 

168. 
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Blockaders seemed disadvantaged when attempting to capture a runner. They 

were slower, had deeper drafts, and had no objective point except the runner. Runners 

usually came in on moonless nights, under foggy conditions, and with heavy seas. When 

approaching shore a system of signals helped guide the runner safely into port. If a 

runner could not port, the captain would throw his cargo overboard and beach the vessel. 

When a blockade-runner was spotted, it was common for the seaman on watch to 

cry "Black snake!"46 August Sebelin must have heard the warning many times while 

serving on the Connecticut. His diaries give a first-hand account of pursuing blockade 

runners and of the outcome of such chases. Throughout his accounts, Sebelin, like much 

of the crew, lived for the chase and capture of the elusive prey. 

Blockade runners often spoiled the efforts of blockaders employed to capture 

them intact as Sebelin's entry on 14 August 1863 indicates: "Nevertheless, it happens 

quite frequently that blockade runners enter and leave without us being able to stop 

them." His entry of 16 August 1863 reinforces this sentiment: 

We at once headed into the direction given and soon saw two steamers. One of them 
turned out to be engaged in honest activities. But the other was a two-stacker that 
often produced black smoke and steered for the American coast in order to reach the 
protective cover of the shore batteries. The Connecticut increased speed to 13 knots 
immediately, but in spite of our efforts we lost the stranger out of sight after 4 hours 

of hot pursuit. 

Sebelin's attention to detail hardly veils his frustration over the superior speed of 

some blockade runners. His entry of 1 February 1864 affirms this: 

While chasing the blockade runner, our ship made up to 14.5 knots and even at that 
speed w e did not seem to gain on the steamer. It is most likely that the stranger was 

the Presto, believed to be the fastest of the blockade runners. 

'Cochran, Blockade Runners of the Confederacy, 286. 
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Consistent with Almy's general attitude, his report to Admiral Lee on 18 April 

1864 repeats his overconfidence in Connecticut's ability to outrun her prey: 

The Connecticut maintained her reputation for speed and gained upon each one of 

those vessels, upon two of them very considerably. I have not yet met with a steamer 
to run as fast as the Connecticut. 7 

Almy in his correspondence with Admiral Lee obviously excluded his encounter 

with the Presto. Again on 3 May 1864 Sebelin records his view of Almy's incompetence 

while in pursuit: 

Although he realized the futility of his action clearly enough, our Captain could not 

refrain from continuously firing at the blockade runner which kept us from pursuing 
the stranger on a straight course. 

The Connecticut did enjoy some success in the catching blockade runners. One 

capture was the Juno on 23 September 1863. Sebelin's details the events: 

At day break I sighted a steamer on our port beam with the help of my telescope. We 
headed at once for the ship and saw immediately that it was a blockade runner. By 
6:30 a.m., after one hour of hot pursuit, w e had that stranger within range of our guns 
and fired 12 rounds which brought the pursued vessel to a stop. 

Sebelin and the crew would soon learn that the vessel captured was the English steamer 

Juno. The runner was loaded with tobacco and cotton valued at approximately $100,000. 

In his writings after the war, Almy gives a cavalier account of the Juno's capture: 

It was a bright pleasant morning off shore, and out about 70 miles from Wilmington, 

when, at daylight, she was discovered. Chase was immediately given, and in three 
hours she was a prize. W h e n the Captain was brought on board he was greeted with 

the usual "Good morning," with the additional remark, "Glad to see you," to which he 

replied, " D — d if I am glad to see you." "I suppose not," I remarked. I didn't blame 
him at all, for to him it was becoming acquainted under very unpleasant conditions.48 

4 7ORN, Series I, vol. 9, 660. 

48John J. Almy, Military Order of the Loyal Legion of the United States: Commandery of the 
District of Columbia 1-10, War Papers 9 (Washington, D.C.: Companion, February 1892), 1. 
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Sebelin was fortunate to serve as a member of a prize crew twice while in service 

aboard the Connecticut. In December 1863 the Connecticut captured the English 

schooner Sallie. Sebelin was chosen as a member of the prize crew for his navigational 

skills: 

On Sunday, 20 December, we took the English schooner Sallie as a prize. She was 

loaded with salt and bound for Nassau from Little River Inlet. A master's mate, Mr. 
Stanfield, 3 men, and I were sent on board the schooner as prize crew. Before I left 

the Connecticut the First Lieutenant informed m e that I had been chosen as a member 
of the prize crew because of m y navigational skills, an area the officer in charge knew 
nothing about. 

On 9 May 1864 Sebelin was again rewarded with being a member of a prize crew 

for his navigational skills. The vessel captured was the English steamer Minnie en route 

from Wilmington to Bermuda. Sebelin was also promised a recommendation for 

promotion if he took his prize safely to New York. Sebelin completed his mission as 

required and was slated for promotion to master's mate. 

Perhaps the greatest cargo seized by the Connecticut was not material in nature 

but human. On 25 June 1864 the Connecticut captured the English steamer Greyhound 

and with it Belle Boyd, infamous Confederate spy. Sebelin's diaries tell little of the 

capture as he was on shore leave at the time of seizure. It was however, a major coup for 

the Union. 

Maria Isabella Boyd was born 9 May 1844 in Martinsburg, Virginia, where her 

family was active in the town's civic, religious, and social life. As a child, Belle Boyd's 

parents attempted to discipline her through love rather than physical fear or force, leading 

perhaps to a highly spirited personality development.49 At age twelve, Belle entered the 

'Ruth Scarborough, Belle Boyd: Siren of the South (Macon: Mercer University Press, 1983), 5. 
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Mount Washington Female College in Baltimore, graduating three years later. While in 

school she participated in debates over North and South issues, always defending the 

latter. Belle Boyd's sympathies lay with her homeland, pledging to devote her hands, 

heart, and life to the Southern cause.50 

W h e n war broke out in 1861 Belle's father enlisted in the Confederate army 

serving under Thomas "Stonewall" Jackson. W h e n the Federals took Martinsburg in July 

1861, Belle Boyd was working as a nurse in a makeshift hospital. Here she encountered 

her first northern intruders and quickly entered upon an argument with a Yankee captain. 

Belle Boyd never forgot the incident and with it confirmed her obsession to serve the 

South.51 

O n Independence Day 1861 Belle's hatred of Yankees turned deadly. Enjoying 

the day's festivities at the family's home, drunken Union troops began tearing down rebel 

flags adorning the house. One soldier cursed Belle in an offensive language, angering the 

spirited young woman. "I could stand it no longer," Boyd confessed later. " M y 

indignation was aroused beyond m y control. M y blood was literally boiling in m y veins. 

I drew out m y pistol and shot him."52 The Union soldier was carried away and later died 

of his wounds. A Union investigation into the shooting was held with no charges or 

punishment being pressed on Boyd. Afterwards, the Boyd home was posted with sentries 

watching Belle, n o w seen as a potential inflamer. This gave Boyd access to the enemy 

50Ibid., 10. 

51Ibid., 17. 

52Ibid., 19. 
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where she gathered intelligence on Union troop movements. Belle Boyd had found her 

niche.53 

At the time of her capture aboard the Greyhound in May 1864, Belle Boyd had 

become an accomplished spy. In May 1862 with information gathered by Boyd, 

Stonewall Jackson was able to defeat the Union at Front Royal. Her spying activities ran 

amok in July 1862 when she was confronted by Union officials for spying. A man 

named Smitley, who was courting Boyd at the time, was a Union spy himself sent to 

observe Boyd. She was taken to Washington and confined for a period of one month. 

After her release, a ball was held in Richmond in her honor where she received a great 

ovation for her duties.54 

In the spring of 1864 Jefferson Davis decided to send Boyd to Europe as a 

dispatch agent. On 8 May Boyd boarded the English steamer Greyhound under the name 

of Mrs. Lewis, leaving Wilmington. Ms. Boyd was unaware of the intelligence agents 

watching her activities. With advanced information the Connecticut was laying in wait 

for the vessel and pursued her as soon as she left port. The official record indicates that 

the Greyhound was captured and boarded at 1:40 p.m. on 10 May 1864.55 Leading the 

prize crew was Lieutenant Samuel Hardinge. 

In his war papers published after the war, Captain Almy relates the episode with 

respect to Boyd: 

When the Greyhound was captured-vessels and cargo adjudged by the Prize Court to 

be worth about half a million of dollars-among the passengers on board was the 

53Ibid., 22. 

54Oscar A. Kinchen, Women Who Spied for the Blue and the Gray ( Philadelphia: Dorrance & 

Company, 1972), 72. 

55Scarborough, Belle Boyd: Siren of the South, 137. 
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noted Belle Boyd, who had been a prisoner before, in the war, in the hands of Genl. 

Butler, between w h o m there had been a considerable amount of "unpleasantness," 
which had made her somewhat famous by general conduct, with her speeches and 

pertness.56 

A romance quickly developed between Belle Boyd and Lieutenant Hardinge. 

Hardinge became infatuated with the Southern siren and the two fell in love. Still, 

Hardinge paid a hefty price for his love of Belle Boyd. Within days of Greyhound's 

capture, its captain George Henry, assisted by Boyd, escaped to Canada. Being a former 

U.S. naval officer Henry faced a lengthy prison term. Hardinge became the scapegoat for 

Henry's escape. He was imprisoned temporarily and later dismissed from the service. 

He had been charged with neglect of duty in permitting the captain of the prize steamer 

Greyhound to escape. Hardinge then decided to take his new love to England. On 25 

August 1864 the two were wed at the St. James Church in Piccadilly in front of a large 

crowd of Confederate and English sympathizers.57 

Hardinge's woes would continue, however. Upon his arrival back in the States, 

he was arrested and charged with being a spy and deserter. He was imprisoned in 

Washington's Old Capital Prison. During his incarceration, Hardinge's health 

deteriorated. He was moved to Fort Delaware prison before being released in February 

1865.58 In extremely poor health, Hardinge made his way home to Brooklyn and 

recuperated briefly before sailing back to England and his wife. But their reunion was 

56Almy, Military Order of the Loyal Legion of the United States: Commandery of the District of 

Columbia, 8. 

57Kinchen, Women Who Spied for the Blue and the Gray, 76. 

58Cochran, Blockade Runners of the Confederacy, 152. 
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short-lived. Samuel Hardinge died in late 1865 or early 1866; the date is uncertain. Belle 

Boyd would marry twice more and died at Kilbourne, Wisconsin, on 11 June 1900.59 

Sebelin's only entry of the Boyd episode was recorded on 26 June 1864: 

This morning at 11:00 a.m. we anchored outside Beaufort and received the prize crew 
of the Greyhound except for Mr. Harding. Weighed anchor again at 7 p.m. and 
steered south. 

Sam Hardinge is mentioned twice more in the Sebelin diaries. The first is a short 

entry of 11 January 1864 documenting Sebelin's receiving a chronometer from Hardinge 

to learn how to use it. The second entry deals with an episode involving Hardinge and 

Captain Almy. Sebelin's 7 February 1864 entry of the heated discussion reads: 

This afternoon some unpleasantries were exchanged between the Captain and Mr. 
Harding, our navigator. The Captain then indicated to the latter that he should 
consider himself under arrest. Mr. Hopkins was asked to take care of the duties of the 
navigator until further notice. 

Samuel Hardinge did make history with his love and marriage to Belle Boyd, but 

aboard the Connecticut he was just another officer. However, Hardinge did make a fine 

impression on young Sebelin. It was Hardinge who added to Sebelin's navigational skills 

by showing him the tricks of the trade. Though Sebelin does not mention it in his diaries 

he must have been very grateful for the knowledge Hardinge passed on to him. He 

helped Sebelin to accomplish the goals he desperately wanted to achieve and allowed him 

the opportunity to some day serve his beloved Germany at sea. 

Many other aspects of naval life impressed August Sebelin while serving on the 

Connecticut. He witnessed the war at sea fulfilling a fundamental part in the overall 

Union war effort against the Confederates. His first-hand accounts of the role exercised 

Ibid., 152-153. 
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by the North Atlantic Blockading Squadron gives an in-depth perspective into the inner-

workings of the Union navy during the blockade. Sebelin had accomplished what he 

aspired to do upon joining the Federal cause, mainly developing his navigational skills in 

order to return home one day to serve Germany and her navy as a proficient officer. 



C H A P T E R SIX 

Sebelin, His Diaries, And Civil War Historiography 

By 1865 the Confederacy was at death's door. The Union armies had marched 

through the South cutting it off from the outside world. Many Civil War scholars fail to 

give the Navy's effort the recognition it deserved. The Navy's rise to prominence was 

possible due to Union leaders who possessed the foresight to see the efficacy of a naval 

blockade and the ability to furnish the vessels needed to make it stick. By war's end the 

Union Navy was second only to Great Britain's in size and strength. 

The war brought about changes in the types of ships used, steam propulsion being 

the latest innovation. Steam vessels allowed for greater speed, a necessity for capturing 

blockade runners. By cutting off needed supplies, the South lost its ability to wage war 

effectively. The blockade also greatly hurt the Confederate economy, leading to the 

South's decline. The Union armies in the field benefited from its Navy's presence by 

participating in amphibious operations in both theaters of the war. Union warships were 

invaluable in protecting logistical bases and securing troop transport. The Union 

blockade was a decisive factor destroying the hopes for Southern independence. 

August Sebelin was a participant in the Union blockade off Wilmington, North 

Carolina. His diaries are of special interest to scholars not only for their first-hand 

account of the war, but because Sebelin reported the events as seen through the eyes of a 

perceptive foreigner. His account of his service aboard the Connecticut conveys an 

immediate, personal view of the trials and tribulations of life at sea. It is these images of 

78 
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one man's life while serving in the Union Navy that enriches the study of history in 

general, and the experience of the Civil War in particular. 

Sebelin's diaries are the reflections of a conscientious young German serving in 

the U.S Navy. His writings deal with many matters connected to the daily activities 

aboard a Union warship. His primary and rather unusual motive for participating in 

America's Civil War was to continue his education in navigation, though he did believe 

in keeping America united. His observations are clear and precise, just as his opinions 

are honest and straightforward. His strong German values are present in his entries and 

give excellent clues as to his feelings toward his service, crew members, family, and 

himself. 

Early in his diaries, Sebelin describes his impatience with an ankle injury that 

kept him from carrying out his duties for nearly a month. Sebelin was a motivated sailor 

eager to leam more about the science of navigation. His injury prevented him from 

performing his duties temporarily. Most sailors would have seen this as an opportunity to 

rest and avoid work, but not Sebelin. His account details the hope to get back to his 

duties despite not being fully recovered. His determination comes through in every entry 

concerning the matter and gives the reader a sense of resolution not found in many other 

accounts concerning the blockade service. 

Reading the diaries, one is struck by the wealth of detail Sebelin supplies in his 

entries. His entries convey details concerning atmospheric conditions, other vessels 

participating in the blockade, depths and distances, speed, crew members and their 

reactions to events, and activities in port cities. Even on days when nothing particularly 
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eventful happened, Sebelin states so in his diaries. These descriptions illustrate the 

conditions one could expect serving on a Union warship during the Great Rebellion. 

Sebelin's diaries give a clear picture as to the conditions sailors of the period 

endured. Precise accounts of weather patterns encountered by the Connecticut provide a 

sense of the severe cold and extreme heat Sebelin and his crewmates endured while on 

duty. Sebelin's diaries also detail the high winds and heavy seas the ship was subject to 

while in service with the N.A.B.S. So detailed are some of his entries as to give precise 

barometric readings and their change over time. Rarely are such meteorological 

conditions recorded in private journals. This is an affirmation of Sebelin's astute 

attention to detail. 

One aspect of the fleet's daily routine brought to life through Sebelin's writings is 

coaling. Here Sebelin gives insight into the process and the time and effort it took to coal 

a vessel. His reflections detail how often the Connecticut refueled, using schooners and 

barges to supply the ship. His entries show the amount of labor required for such an 

operation and in one entry the amount of coal delivered. Sebelin's detailed accounts also 

inform as to the how and where the coal was stored and how efficient were the ship's 

boilers. 

Highly interesting are Sebelin's descriptions of alcohol consumption and its effect 

on his shipmates. At the time of his service, the navy suspended grog rations. Instead, 

crew members were given a grog allowance. Sebelin writes several times of receiving 

his allowance, usually 4 to 5 dollars. He never complains of the new regulation and 

accepts his allowance as an everyday event, leading this researcher to believe Sebelin 

himself drank little, if any. However, his views on the effect alcohol had on crewmates 
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are quite pronounced. Several entries detail his disgust with fellow shipmates for their 

intoxication while on shore leave and subsequent behavior aboard ship. Sebelin's entries 

give a clear account of how disruptive the abuse of alcohol was to the efficiency of the 

Connecticut and supplies a valid reason behind the Navy's decision to discontinue the 

grog rations. 

In line with his comments on alcohol, Sebelin's diaries describe how punishment 

was carried out aboard ship. Here one gains a glimpse of the types of sentences enforced 

by Captain Almy for certain violations. The entries also reveal how Sebelin viewed the 

severity of punishment and the unfairness he reasoned existed between the treatment of 

officers and enlisted men, respectively. Clearly officers got much more lenient sentences 

for infractions than regular crew members, if any at all. This seems to have infuriated 

Sebelin and outraged his sense of right and wrong. However, he showed maturity in his 

assessments when crewmembers deserved the punishment they received. One entry 

describes a fellow crewmember receiving a severe punishment. Sebelin is of the opinion 

the man got what he deserved as he was a "true good-for-nothing." 

One aspect often overlooked when researching naval life on the blockade is 

entertainment. Whereas daily and heroic activities are often mentioned, relaxation is 

often displaced or played down. Sebelin's diaries show how his crewmates and he spent 

their off-duty leisure time. Sebelin appears to have enjoyed fishing, reading, writing 

letters, or just relaxing. His entries also detail how morale was built on the ship by racing 

boats and collecting money for prizes. Sebelin's diaries show that sailors native and 

foreign shared common interests and interrelated quite well despite cultural differences. 
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August Sebelin was a young man who craved to leam more about world events 

beyond the blockade. Two ways to do so were through newspapers and letters from 

home. In his diaries he details his frustration over the slowness of receiving written 

materials of any sort. The entries are full of disappointment over not receiving recent 

newspapers. In fact, the Connecticut was in the habit of hailing any friendly vessel in the 

hope of getting the latest newspapers, especially those printed in New York. Sailors like 

their comrades in the army longed for letters from home, telling of loved ones and events 

back home. Mail call was highly anticipated among all servicemen, including young 

Sebelin whose family was thousands of miles away in Germany. The letters he did 

receive from home often left him sad and worried about his family's fate. His entries 

concerning newspapers and letters emphasize the disappointment over the length of the 

war and the hunger for battlefield victories that would indicate a speedy end to the 

hostilities. 

The most touching sections of Sebelin's dairies reflect his concerns for his family 

in Germany. During his term of service his homeland of Schleswig-Holstein was 

engaged in a quasi civil war of its own with Denmark. His entries reflect the worry and 

concern for the family he left behind and also for his country. His anxieties were 

deepened by the lack of mail he received from home. Sebelin's thoughts give an honest 

account of the loneliness he endured while serving on the Connecticut. Only after 

months of concern for his family and country did he leam that the unrest had been settled 

and that his family had survived unharmed. It is a great compliment to Sebelin as one 

shares his concern and care for his family while at the same time participating in a 

foreign country's civil war and carrying out one's duties. Sebelin never forgot the reason 
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why he was fighting America's Civil War, namely, to go home some day to Germany a 

better sailor to serve his country. 

Many men who fought in the Great Rebellion, North and South alike, turned to 

God for guidance, August Sebelin being no different. Throughout his diaries Sebelin 

pens his prayers offered to God. Most were for the well-being of his family and his 

country. Others relate to his desire for competence and deliverance through his duties. 

Sebelin held God close to his heart, placing himself into his savior's hand. His entries 

show no signs of weakness in his faith during his service. Sebelin offers no prayers for 

protection of himself, only for his family and Germany. It was his faith in God that saw 

him through the trying times he experienced. 

While serving in the Union Navy, Sebelin got his first glimpse of slavery. 

Throughout his diaries he makes no mention of his feelings toward the institution or of 

blacks. Most Germans who participated in the war viewed slavery as an inherent evil, 

destroying the very foundation on which America was founded. Sebelin offers no 

opinion of blacks and only mentions them twice in his writings. Perhaps he felt it was 

not his place to pass judgment either way. Sebelin seems to have shown neither 

animosity nor amity for the black race. He also shows no profound animosity toward the 

Confederacy. Sebelin describes only briefly his reflections of the South and her 

landscape. Though not impressed with the South, his entries make no comparisons of it 

to the North or to Germany. His was not a political war. He was in it for reasons of 

education and service. 

While the main purpose of the Connecticut as a warship was to participate in the 

North Atlantic Blockade Squadron off Wilmington, on occasion the ship assumed other 
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tasks as well. One was that of troop transport. Sebelin's diaries describe how twice the 

ship transported troops to various locations, mainly along the Gulf coast. Again, his 

attention to detail gives a vivid account of how these activities were carried out. He also 

mentions the yellow fever epidemic which plagued most of the Southern coastline 

placing some areas, such as Key West, under quarantine. 

It is harder to judge the impression Sebelin made on his fellow crew members. In 

the eyes of his superior officers he was well received. They were quick to recognize 

Sebelin's work habits and dedication to service. He was rewarded for his efforts by 

promotions, first to Quartermaster, then to Master's Mate. Even the hated Captain Almy 

saw promise in the young German, offering him promotion to Ensign. But Sebelin's 

diaries mention little in the way of friendships he made while on the Connecticut. 

Several entries speak of comradely outings with fellow shipmates but rarely of personal 

friendships. The only true friend Sebelin made was a fellow German he met on shore 

leave. His entries however never again mention the young man or his fate. Perhaps he 

felt it impractical to make close friends on the ship since he would someday be returning 

to Germany. Maybe he did not care much for his motley crewmates. Sebelin seems to 

have been a fair and honest and perhaps overly serious young man. He must have been 

particular as to whom he made friends with. 

Sebelin was a student of the sea. His main focus was on expanding his 

knowledge of navigation. Many of his entries relate his curiosity for learning the skill 

and his dedication to it. It was Sam Hardinge who gave the German mariner his first 

chronometer and taught him its correct usage. Sebelin was a diligent student which 

ultimately gained him the privilege of navigating a prize crew all the way to Boston. 
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Officers were impressed by the knowledge Sebelin acquired during his tenure and 

rewarded him with promotions. 

In researching Sebelin's diaries one is also impressed by the recording of the 

various ships that interacted with the Connecticut. Sebelin names virtually every ship 

encountered during his service, possibly because he was also responsible for the ship's 

official log. This habit of his leaves the reader with a vivid picture of how ships in the 

blockade worked together for a common goal. He also describes the communication 

process used by these ships to coordinate movements and pass information between each 

other. The diaries are crucial to our understanding of how the blockade functioned. 

Two remaining images brought out in Sebelin's diaries are perhaps the most 

important clues as to life aboard the Connecticut. First, there are Sebelin's descriptions 

of chasing blockade runners. His entries give dramatic, first-hand accounts of chases 

from the first glimpse of black smoke to the eventual capture of a runner or its 

disappointing escape. Sebelin details the actions taken in pursuit of the prey. He 

describes the training the crew undertook to achieve success, such as gunnery fire and its 

results. When runners were caught, Sebelin describes the entire event, including the 

name of the vessel, the captain, the crew, and the cargo it carried. He also cites the speed 

at which the ships moved during the chase, how many bales of cotton were thrown 

overboard to lighten the load, and how close the chase moved to marine obstacles or the 

shoreline. Sometimes, Sebelin even sets down the latitude and longitude of the capture. 

Sebelin's descriptions of how prize crews worked are vital to the understanding of 

how blockaders were rewarded. His writings illustrating the transferring of prize crews 

present a rare view of the techniques involved and indicate that generally little animosity 
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awaited their prisoners. The diaries also give a first-hand account of how runners 

dumped their cargoes upon anticipation of their imminent capture—not unlike speedboats 

in a modern-day chase of drug-runners in those same waters. However, Sebelin's entries 

also reflect the frustration incurred when a blockade runner got away. Sebelin's personal 

disappointment grew from his desire for himself and the crew to achieve the best results 

possible and the feeling of meeting those expectations. 

Possibly the most important insight Sebelin's diaries provide is through his 

account of the Connecticut's captain John J. Almy. Almy was considered a superior 

officer in the Union Navy, serving more sea time than any other officer. His war record 

is outstanding compared to many who served in the ranks. He was highly decorated and 

achieved the rank of Rear Admiral later in his career. To his peers he was a giant among 

officers with a distinguished pre-war record. In his letters and reports he presented 

himself as a man completely in charge of any situation and capable of enforcing 

discipline when needed for the morale of the ship. 

Sebelin's diaries describe quite a different man. They impart a picture of an 

incompetent idiot unable to run a warship with any degree of confidence or to instill 

admiration of any kind in his men. Sebelin describes one incident where Almy's lack of 

command led the Connecticut into a wholly avoidable collision with another Union 

blockader, not to mention several near-misses. His entries flow with a frustration Sebelin 

could hardly keep under control at times. He presents a picture of a man unworthy of 

command and reflects the view of Almy's junior officers as well as most of the crew. 

If Sebelin felt any animosity during his service aboard the Connecticut it was 

directed toward Almy. One entry relates to an altercation between the two men wherein 



87 

Almy threatened to shoot Sebelin for inappropriate actions aboard ship. Though Almy 

later apologized for his outburst, the harsh feelings Sebelin felt toward his captain had 

been cemented long before the incident. He was a man who prided himself on 

competence and viewed Almy as his exact opposite. Almy's actions and his disposition 

fueled a disgust within the young German as well as the rest of the crew. History may 

view John J. Almy as a competent and dedicated officer in service to his country, but 

Sebelin's account of the Connecticut's captain reflects a very different man, one 

incapable of leadership and lacking the mentality to maintain efficiency on his command. 

Given Sebelin's invariably honest account of life aboard the Connecticut and his control 

over his emotions shown elsewhere in the diaries, it is hard to dismiss his accounting of 

Almy and his leadership abilities, at least while he was in command of the Connecticut. 

First-hand accounts give historians a magnified and more intimate view when 

compared to officially recorded historical events. Sebelin's diaries educate on many 

premises and phases of America's Civil War and gain a special degree of significance on 

the strength of being written from a foreigner's perspective. As an eye-witness account, 

they tell of the daily operations of a Union warship operating as a part of the North 

Atlantic Blockading Squadron. As a personal reflection, they leave little doubt as to their 

author's mentality, convictions and beliefs. Like most diaries written, Sebelin's were 

personal and private and moderately biased, possibly even kept in violation of Navy 

regulations since the information they contain would have been valuable if available to 

the enemy. 

August Sebelin reveals aspects of the Civil War that historians may have been 

unable to grasp before his diaries became available more than a century after the Civil 



88 

War ended. His writings and commentaries show how a Union warship worked and what 

trials and tribulations Sebelin and his crewmates suffered in the course of their duties. 

His diaries make a small man of a giant as previously created by himself and uncritical 

historians. Sebelin's diaries also give the scholar a reinforced and often enough dramatic 

view of the difficulties the Union faced in establishing an effective blockade of the 

Southern coastline. 

It is hard to read the Sebelin diaries and not come away with a vivid picture of the 

conditions sailors of the period endured. It would be equally as hard not to comprehend 

the drive, determination, and the conscience he possessed and translated into his 

commitment to service aboard the Connecticut. The name August Sebelin may never 

again find its way onto the pages of history but his diaries will continue to inspire 

historians investigating life at sea during America's Civil War. 
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The Sebelin Diaries 

Tuesday, 11 August 1863. 

At 8 a.m. we left our anchorage Cavantine Ground opposite Staten Island. Near Sandy 

Hook our pilot departed and we followed a southerly course along the coast. This 

morning we had battle stations drill for more than 2 hours, and I manned the ship's helm 

for 4 full hours. This afternoon more drill. The weather is very pleasant and warm. 

Winds are from the south. Our general course today was S by W 1/2 W. 

Wednesday, 12 August 1863. 

Again had a good deal of battle drill today. We saw several sails, among them one of our 

gunboats heading north. Around midnight we passed Cape Hatteras. Up to this moment 

it is very difficult to determine what kind of ship this will be with regard to discipline and 

treatment. I believe, however, although discipline on a warship is nowadays more 

rigorously enforced than ever, we will have a rather good ship once order has been 

established to a certain degree. 

Thursday, 13 August 1863. 

At 6 a.m. this morning we fired a shot to stop an English barque. We sent a boat over, 

but we did not obtain any information that might have been of use for us. This afternoon 

we passed a barque, and soon afterwards sighted a sail off to starboard. We immediately 

manned battle stations and gave chase to the stranger for about half an hour. We then 

realized that it was only a schooner, and so we resumed a southwesterly course. At 8:30 

p.m. a light was reported to our starboard side. General quarters was sounded, and for 
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about 40 minutes we headed into the direction where the light had last been observed, but 

it did not reappear. Since nothing could be seen we had to give up the pursuit without 

results. There are many different theories as to the origin of the light; I for my part 

believe that it came from a blockade runner because we are near Wilmington. 

Friday, 14 August 1863. 

This afternoon we spoke the U.S. steam transport NEW BERNE, and at 5 p.m. we 

anchored outside Inlet, which is one of the approaches to Wilmington. The frigate 

MINNESOTA, the schooner TROYNIS [?] and several smaller vessels are here to 

enforce the blockade. Nevertheless, it happens quite frequently that blockade runners 

enter and leave without us being able to stop them. For example, we were informed that 

a steamer entered the harbor today, very likely the same one whose light we saw last 

night. By means of a telescope we can see the flag on the Fort, and along the inlet there 

are several wrecks. At 6:30 p.m. we weighed anchor and steered east. 

Saturday, 15 August 1863. 

Today we spoke 4 different vessels: at 6 a.m. a brigantine; at 10 a.m. the paddle steamer 

SAN ANTONIO, formerly the blockade runner NICOLAS I, now from New York bound 

for New Orleans; at 11 a.m. the propeller steamer NEW JERSEY from New York bound 

for Charleston Bar; and finally at 3 p.m. a schooner from New Orleans. But we did not 

learn any news that might have been of use for us. Our present position is about 34 

degrees N latitude and some 100 miles off the coast. The weather has been 

extraordinarily fine today. The duties nowadays imposed on a quartermaster are very 

hard. 
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Sunday. 16 August 1863. 

At daybreak we saw 5 sails but let them pass without paying any attention to them. At 10 

a.m. a service was held on the quarter-deck; for about an hour the Captain read different 

prayers from a prayer book. At 2 p.m. we spoke the steamer EMPIRE CITY from 

Charleston Bar and learnt that this ship had sighted blockade runners shortly before. We 

at once headed into the direction given and soon saw two steamers. One of them turned 

out to be engaged in honest activities. But the other was a two-stacker that often 

produced black smoke steered for the American coast in order to reach the protective 

cover of the shore batteries. The CONNECTICUT increased speed to 13 knots 

immediately, but in spite of our efforts we lost the stranger out of sight after 4 hours of 

hot pursuit. Therefore, around 7 p.m. we broke off the chase. The EMPIRE CITY had 

followed us all the while, but when we came to a stop she was still some 4 miles astern. 

We sent a boat over, and her Captain came here for a short time. We fired 2 guns and a 

rocket to alert our fleet off Wilmington. At 9 p.m. we resumed an easterly course. 

Monday, 17 August 1863. 

During the day we spoke several steamships, among them the GEORGE 

WASHINGTON, which had left New York on the 15th, the transport NEW BERNE, and 

we exchanged signals with the gunboat MOUNT VERNON. We also spoke several sail 

ships, mostly coastal schooners. During the afternoon my right ankle swelled in such a 

way that I had to see the doctor this evening. He immediately put me on the sick list and 

applied cold bandages. 

Tuesday, 18 August 1863. 

During the night we had a very heavy thunderstorm. Lightning struck the lightning rod 

on top of the mainmast, but no damage resulted. The weather today has been a little 
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stormy and many of our men are seasick. As for myself, I feel better because the burning 

pain has diminished, and I hope to be able to resume my normal duties tomorrow. 

Wednesday, 19 August 1863. 

The doctor did not allow me to leave the sick bay after all and ordered more cold 

bandages put on my swollen ankle. At the moment there are 8 persons in the sick bay, 

but none of them is in such as a state as to be confined to bed. The weather has been dry 

today, yet the sea is somewhat choppy. We spoke two coastal vessels today. Tomorrow I 

hope to be all right again. 

Thursday, 20 August 1863. 

Although I told the doctor that I felt well enough to resume my duties he kept me on the 

sick list. Despite his concerns I went on with my duties. At 3 p.m. we anchored near 

Frying Pan Shoals Lightship. We lowered a boat, and the navigator went on board the 

lightship to compare the coastal charts. By 5 p.m. we weighed anchor again and steered 

North. 

Friday, 21 August 1863. 

At 3 p.m. this afternoon we spoke the steamer STAR OF THE SOUTH bound for New 

York. At 8 p.m. we sent a boat over to a schooner whose papers turned out to be all right. 

At 8:30 p.m. a light appeared in the direction of Cape Lookout, and alarm was sounded. 

At first we took it for the light of a vessel but we soon found out that it came from the 

shore. So we steered out to sea again and at 9:30 p.m. the regular watch took over. 

Saturday, 22 August 1863. 

It was about 12 noon when we anchored near the MINNESOTA outside Wilmington. 

The captain went aboard the frigate at once and did not return till about 3 hours later. The 
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gunboats JAMES ADGER and NIPHON are also here. Yesterday the latter lost 2 boats, 

one officer and 19 men in an attempt to set fire to a beached blockade runner. About 5:30 

p.m. the MINNESOTA hoisted signals for the JAMES ADGER and us to steer in a 

northerly direction and overtake a sail that had appeared some distance away. Since the 

JAMES ADGER was already under way at the time we weighed anchor, she had a 

considerable advance. After steering N by E for about half an hour, we could see that the 

approaching steamship was the U.S. gunboat QUAKER CITY. The JAMES ADGER 

had already spoken to her, and both vessels were heading toward us about 500 yards 

apart. Then suddenly an unexpected and certainly inexcusable incident took place. When 

the rapidly approaching vessels had closed to about 1500 yards we steered right into the 

open space between the two gunboats. But then we turned to port and made for the 

QUAKER CITY at 13 knots. The QUAKER CITY did not understand the purpose of our 

movements and turned hard to starboard while we turned hard aport. But it was already 

too late, and a collision took place. The QUAKER CITY hit us with a terrible crash near 

the stack on our starboard side, demolishing the bulwarks and the waterboard, smashing 

several of the outboard planks as well as a considerable portion of the starboard pilot 

house. But the QUAKER CITY suffered even more extensive damage. Her entire bow 

had been crushed with the exception of the bowsprit and the upper bulwarks down to 2 

feet below the waterline. Just before the accident took place I happened to be on the 

forecastle and thus in a position to observe everything that went on. When I was 

convinced that a collision was inevitable I hurried back to the quarter-deck. If someone 

asked me to affirm under oath which ship in my opinion was responsible for the collision, 

I would be obliged to answer as follows, namely, that the accident was certainly the result 

of the strange and incomprehensible handling of the CONNECTICUT. But there can be 

no doubt that this matter will undergo a thorough investigation by the government. It is 

amazing that not a single man was injured in the collision, even though several had a very 

narrow escape, immediately after the collision great confusion reigned. Most of the men 
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thought the ship was sinking. Orders were given to lower the boats, but these orders were 

countermanded before they could be executed. Seeing that the QUAKER CITY had 

suffered tremendously, we sent 3 boats and our carpenter to her assistance in order to help 

stop her from taking on more water. This took place around sunset. Here on board we 

were kept busy for another 3 hours in order to throw our best cutter, which had totally 

been smashed, over board together with other useless splinters. The night was fine with 

light southerly winds, and we drifted along only a short distance from the QUAKER 

CITY. The JAMES ADGER had taken course for the MINNESOTA shortly after the 

collision and returned around 11 p.m. Our Captain was invited to go aboard the 

QUAKER CITY because the Captain of the JAMES ADGER had arrived there with 

orders from the Admiral. 

Sunday, 23 August 1863 

By daybreak this morning the QUAKER CITY had been repaired to such a degree that it 

could be attempted to take her into Beaufort, N.C., over a distance of some sixty miles. 

We escorted the QUAKER CITY to the entrance of the harbor before resuming our patrol 

activities out to sea. By daylight I had a look at the damage we suffered in the collision 

and saw that every single bolt at the place where the QUAKER CITY had hit us with her 

bow for two yards in depth and from the top down to the water line had been displaced, 

some of them protruding more than a half inch out of the planks. The ship has suffered 

tremendously and will have to undergo extensive repairs. This afternoon the Captain read 

the navy regulations to the crew. Today the First Lieutenant, the First Engineer, the 

paymaster and the doctor were invited to lunch with the Captain in his cabin. This 

afternoon my right foot swelled again, and I had to call the doctor. He put me at once on 

the sick list. 
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Monday, 24 August 1863 

Nothing exceptional today. We spoke a few vessels. Our carpenter was occupied 

repairing our damage. The doctor said this morning that I would not be able to use my 

foot for at least a week, which is very discouraging. 

Thursday, 25 August 1863 

The weather today is a little dark and stormy from the SE, but the ship rides well and the 

upper deck stays dry. The doctor himself put new bandages on my foot, and for most of 

the day I have been sitting on deck because I am not supposed to walk around. 

Wednesday, 26 August 1863 

At 6 p.m. we spoke the steamer SPAULDLNG from Charleston Bar. This vessel reports 

that Battery Wagner as well as Fort Sumter have been taken by Union forces. 

Thursday, 27 August 1863 

This morning we spoke the U.S. transport CIRCASSIAN bound for the north. We came 

within a hair's breadth of repeating the scene of 22 August. Through his inept and 

unseaman-like handling of the ship, the Captain brought us into such a position that it 

was almost impossible for the CIRCASSIAN to avoid a collision with us. This time we 

had a narrow escape and no damage resulted. The First Lieutenant was very upset about 

the Captain's repeatedly stupid performance and did not refrain from blaming the Captain 

in front of all present. Between 10 a.m. and 4 p.m. we encountered what may be 

described as a small storm with winds first from the south, later from the northwest, and 

with the sea gradually calming down. 
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Friday, 28 August 1863 

The weather has been fine and calm today. This afternoon a number of rifles and 

revolvers that had been loaded but not used for some time were fired off. One of the 

gunners had the mishap of shooting himself in the right foot with a revolver. The bullet 

penetrated the center of the foot, but in spite of his best efforts the doctor could not find 

it. At 5 p.m. we could see the MINNESOTA anchored outside Wilmington. I am still 

being treated by the doctor, but, thank God, my foot is getting better every day. 

Saturday, 29 August 1863 

This afternoon we spoke the transport HOPE from Philadelphia. This evening we could 

see the Frying Pan Shoals Lightship. 

Sunday, 30 August 1863 

Today has been mostly rainy and stormy. We spoke a steamer from Charleston and a 

schooner carrying coal for the government. 

Monday, 31 August 1863 

This morning my foot felt much better and I resumed my normal duties on deck. At 4 

p.m. we spoke the steamer GEORGE CROMWELL from New York bound for New 

Orleans. On this occasion we received newspapers of as recent a date as the 29th. Soon 

after we sent a boat over to the northbound steamship STAR OF THE SOUTH. 

Exchanged signals with the fleet transport MASSACHUSETTS. 

Tuesday, 1 September 1863 

This morning we arrived outside Beaufort, N.C. At 9 a.m. a pilot came on board, and at 

10:30 a.m. we anchored in the harbor. The QUAKER CITY is here and sufficiently 

repaired to go north with us. The gunboat POCAHONTAS is also here. This afternoon a 
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coal barque came alongside and we soon commenced coaling. There is nothing attractive 

about the country here and this town which has been deserted by most of its former 

inhabitants. A rather strong fort, Macon by name, protects the harbor. Until 1862 it was 

held by the rebels, but then General Burnside took it for the Union. Again my foot 

swelled so badly that the doctor sent me below deck to the sick bay with orders to move 

as little as possible. 

Wednesday, 2 September 1863 

This afternoon we finished coaling. Had it not been for the poor weather we would have 

left Beaufort today. The gunboat ARIES is here with engine trouble, and there are rumors 

that we are supposed to tow her up to Fort Monroe. 

Thursday, 3 September 1863 

I do not know the reason why we are still here, but it is said that tomorrow we will finally 

leave to go north. The officers are of the opinion that it will take a long time to restore 

the ship's seaworthiness. Some of the men drew a fishing net through the harbor today 

with good success so that there were enough fish for the entire crew. 

Friday, 4 September 1863 

This morning the QUAKER CITY cast off from the repair yard where she had been 

furnished with a provisional bow. She ran aground in the harbor for a short time, but 

around 8 a.m. she passed us, making good headway. She reached the open sea and after a 

while we lost her out of sight. A few minutes after 8 a.m. we also got underway. After 

negotiating the difficult harbor entrance we anchored in order to take the gunboat ARES 

in tow. This was soon accomplished and by 9:30 a.m. we were towing the ARIES to the 

north with a sustained speed of 9 knots. The wind blew in our face, resulting in heavy 

seas. Around 3 p.m. we saw the QUAKER CITY on an opposite course and sent a boat 
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over to her. We learned that she was flooding so dangerously that she was forced to 

return to Beaufort with us standing by to assist her in case of an emergency. After two 

hours of useless signaling we finally turned around and followed the QUAKER CITY at 

slow speed. Even before the QUAKER CITY left Beaufort, experts had criticized the 

way her bow has been repaired as very inadequate. But indifference, the lack of common 

sense, and all kinds of mistakes are common throughout the navy. 

Saturday, 5 September 1863 

By daybreak this morning we were again outside Beaufort. The QUAKER CITY entered 

the harbor while we steered north again, still towing the ARIES. This afternoon the 

frigate MINNESOTA approached us and we exchanged signals with her. She is also 

northbound, but since the wind is too unfavorable to set sails her speed is rather slow. At 

8 p.m. we saw Hatteras Lighthouse. 

Sunday, 6 September 1863 

Around noon we sighted Cape Henry Lighthouse, picked up a pilot at 2 p.m., proceeded 

to Fort Monroe, and there released the ARIES. After a one hour delay we went to the 

Newport News where we found the Admiral's flagship, the armored vessel ROANOKE. 

We anchored for the night because the sun began to set. In addition to the ROANOKE, 

one of the monitors, the frigate ST. LAWRENCE, and several small gunboats are 

presently stationed in these waters. The English sloop JASON and the gunboat LILLY 

are off Fort Monroe. 

Monday, 7 September 1863 

This morning the Fleet carpenter from the ROANOKE came on board and held an 

inspection. He was surprised to find this ship in such a bad condition, for the Captain had 

described the damage we had suffered in the collision as insignificant. A report of the 
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inspection was sent to Washington, and it is said now that we will not put to sea before 

we receive further orders from the government. At 11 a.m. we weighed anchor and 

proceeded to Fort Monroe where we lay till 3 p.m. We then steamed to Norfolk and by 5 

p.m. anchored outside the city. The Commodore of the Naval Station here assures us that 

he is in a position to repair this ship sufficiently in the Norfolk Navy Yard. 

Tuesday, 8 September 1863 

At 7 a.m. we weighed anchor and moved to the nearby Navy Yard. Soon after carpenters 

came on board and began to remove the smashed planks on our starboard side. This used 

to be the best navy yard in the entire United States, but at the moment it merely resembles 

a pile of ruins. When the rebellion broke out U.S. officers themselves set fire to several 

buildings and about a dozen warships then in the harbor. This was done to prevent the 

rebels from using the materials stored in the arsenal for their own purposes. Among the 

vessels then in Norfolk, the steam frigate MERRTMAC was the best. Instead of sharing 

the fate of the other ships, she was scuttled, later salvaged by the rebels and converted 

into an ironclad. It was in this form that she sank the frigates CONGRESS and 

CUMBERLAND. Anything not yet wrecked by the U.S. officers was entirely destroyed 

by the rebels when they were forced to retreat. Thus, this arsenal has experienced two 

devastations by different parties within only two years. Our doctor went north today but 

left orders to the effect that I should not resume duties prior to his return. I feel quite 

well, but the doctor does not believe me and therefore I am not permitted to return to my 

duties. 

Wednesday, 9 September 1863 

Both officers and men are dissatisfied with the way the carpenters plan to repair the 

damage to our ship. All experts state unanimously that the CONNECTICUT was 

stronger and seaworthier when we arrived and that the work done here will only weaken 
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this vessel further. The Captain arranges everything himself, and it is in his own interest 

to make the authorities in Washington believe that the damage we suffered in the 

collision is not worth mentioning. We began coaling today. A newspaper dated 8 

September reported that an armored vessel built in England for the rebels has left 

Liverpool for America. The recent information that Fort Sumter has been taken by our 

forces does not seem to be true. In Germany, at Frankfurt, an assembly of German 

sovereigns has met to bring about greater political unity for Germany. But as the King of 

Prussia intentionally did not show up at this convention, Germany remains disorganized 

and perhaps even more so than before. But one thing may have become clear to the 

people, namely, that the sovereigns will never lead Germany to unity and to that degree of 

reputation to which she is entitled among the nations of the world on account of her size 

and location. 

Thursday, 10 September 1863 

Our men continue to be busy with the coaling. The carpenters will finish their work in a 

few days. Among the officers and men here on board, one feels a strong antipathy against 

Captain Almy. The collision with the QUAKER CITY is being more welcomed than 

bemoaned because everybody is convinced that the Captain will have to undergo a court 

martial and be relieved of the command of the CONNECTICUT. However, our hopes 

seem to have evaporated, and as it now looks as if Captain Almy will go out in this ship 

again. 

Friday, 11 September 1863 

Coaling continues. This morning every member of the crew was paid in cash $2.00 as 

grog allowance. At the present time, 5 steam gunboats are moored here besides us, all 

waiting to be repaired. 
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Saturday. 12 September 1863 

This afternoon around 2 p.m., while the men were busy coaling, the gangway between the 

pier and the ship collapsed. At that time some 10 men were on the gangway and all these 

with the exception of an Englishman, ordinary seaman Coyser [?], landed on a raft 

directly underneath. Coyser, however, fell into the water and was never seen alive again. 

Several good swimmers jumped into the water immediately after the accident took place, 

but all their attempts to bring the man to the surface were in vain. One hour later a diving 

apparatus arrived and by means of this device the dead was located just beneath the ship 

on the bottom of the harbor. When the body was examined it was found out that the head 

and back were smashed, which would explain his quick disappearance. This afternoon, 

one third of the crew was allowed to go ashore. We finished coaling this evening. 

Sunday, 13 September 1863 

This morning Coyser's body was taken to the cemetery and buried there. Some of the 

crew were allowed shore leave. 

Monday, 14 September 1863 

The carpenters are still busy repairing the ship. They do excellent work. 

Tuesday, 15 September 1863 

This morning we turned the ship around so that the bow is now pointing toward the sea. 

The U.S. gunboat FLORIDA arrived here today. This afternoon a boy from Norfolk came 

on board. Many of the men here are Unionists, or at least moderate rebels; however, the 

animosity of the women against all supporters of the Union is beyond description. 
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Wednesday, 16 September 1863 

This morning we left the Gosport arsenal and anchored for an hour outside Norfolk. At 1 

p.m. we proceeded to Newport News where the Admiral is embarked on the ROANOKE. 

After another hour we stood for Fort Monroe and anchored there at 5 p.m. The famous 

U.S. gunboat FORT JACKSON is here with serious engine trouble. We had to leave 

Norfolk minus our navigator, Mr. Harding, who is said to be in a most unseamanlike 

state. 

Thursday, 17 September 1863 

The weather has been fine today, but around 6 p.m. winds picked up from the southeast. 

We were busy today taking on provisions. 

Friday, 18 September 1863 

This morning it almost blew a storm from the southeast, but around noon the winds 

calmed down a little and shifted more to a southwesterly direction. The FORT 

JACKSON sailed for New York at 7 a.m., but she was forced to return. At 5 p.m. we 

weighed anchor and put to sea bound for Beaufort, as the rumor has it. 

Saturday, 19 September 1863 

It rained all night. At 3 p.m. we had a downpour that lasted for about an hour. Since then 

there has been a strong breeze from the northwest. At 5 p.m., at a distance of about 4 

miles, we saw a brigantine with her fore topmast missing. She probably lost it in the 

heavy squall this afternoon. The brigantine was under full main and fore sails and steered 

a northerly course. Captain Almy did not attempt to come to the assistance of the 

damaged vessel. 



Sunday. 20 September 1863 

This afternoon we anchored near our blockading fleet outside Wilmington. Around 3 

p.m. our Captain went over to the SHENANDOAH, soon returned with her captain, and 

we then steamed up to the TROYNIS. We drifted about till sunset and then steered for a 

prearranged position where we anchored for the night. 

Wednesday, 23 September 1863 

The past two days have been extremely eventful so that I have been unable to make 

regular entries in my diary. Nothing unusual happened on Monday. Tuesday morning 

around 1 a.m. we weighed anchor and steered in a northeasterly direction. At daybreak I 

sighted a steamer on our port beam with the help of my telescope. We headed at once for 

the ship and saw immediately that it was a blockade runner. By 6:30 a.m., after one hour 

of hot pursuit, we had the stranger within range of our guns and fired 12 rounds which 

brought the pursued vessel to a stop. We then sent boats over and transferred 32 of her 

crew to the CONNECTICUT, leaving only the master and four members of the old crew 

aboard the steamer. Mr. Hopkins was designated prize master and will take the vessel to 

Boston. He will be assisted by Mr. Hall and 10 men. The prize, JUNO by name, was 

only a few hours out of Wilmington and bound for Bermuda. She is a small English 

paddle steamer loaded with tobacco and cotton. During the chase some 30 cotton bales 

were thrown overboard, but we managed to pick them all up. The value of the prize is 

estimated at approximately $100,000. During the night, which was windy, we hove to till 

dawn when we saw another blockade runner. This one was steering straight for the coast. 

By 8 a.m. she was within range of our guns. We fired several shots but did not score any 

hits. All observers agree that our Captain handled this vessel in such an incompetent way 

that the steamer managed to run onto the beach. Her entire crew escaped in her boats 

after setting fire to the ship. After further delays we finally anchored in 7 fathoms of 

water and lowered a boat. I volunteered to go along and soon thereafter we had reached 
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the beached blockade runner. The rear part of the vessel was ablaze and we had no way 

of extinguishing the fire. An engineer and I stepped down into the engine room and 

found everything there in perfect order. After about half an hour, and with no evident 

explanation, the Lieutenant called us back to the boat. We obeyed the order most 

reluctantly for no one could see a good reason for it. No sooner had we left the wreck and 

rowed out to sea than several men appeared on the beach and boarded the vessel. We 

thereupon fired a few rounds and manned one of our larger boats. Again I volunteered to 

return to the blockade runner. When we approached the wreck we realized that the surf 

was too high to go aboard. Therefore we anchored just outside the surfline and awaited 

the arrival of another of our boats that had just cast off from the CONNECTICUT. This 

boat was commanded by the First Lieutenant. He was accompanied by the First Engineer, 

Ensign Wallace and 5 men. They passed us and landed with the boat safely. On the 

beach lay three boats belonging to the prize, and Ensign Wallace managed to destroy two 

of them with an ax. After he had done this, some 25 armed men suddenly emerged from 

behind a nearby dune and opened fire on our small party on the beach. One of our men 

fell; the others rushed back to the boat and were soon beyond range of the enemy's rifle 

fire. When we saw the enemy party attack our comrades, we opened fire with our four 

rifles and had the satisfaction of seeing one of the rebels fall. The others ran for cover 

behind the dunes. Both of our boats then returned safely to the CONNECTICUT and a 

few more rounds were fired at the wreck. The man we lost is believed to have been shot 

through his left arm and chest; we do not think he is still alive. He was from New York, 

about 18 years old; his name was Thomas Donnehue. Shortly after we had anchored, one 

of our boats had been dispatched to our fleet off Wilmington some 35 miles away in order 

to secure a tug if possible. In due course the gunboat DAYLIGHT came out to help us, 

but since it was already 10 p.m. when she arrived Captain Almy ordered her to anchor in 

our vicinity for the night. From books and documents I took with me from the beached 

steamer I see that it is the PHANTOM which had run the blockade several times before. 
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Thursday, 24 September 1863 

During the night, which was a pleasant one, we fired a few rounds at the wreck in order to 

keep the rebels from salvaging the cargo. At 7 a.m. we weighed anchor, left the 

DAYLIGHT in charge of the prize and stood for the fleet off Wilmington. There we 

transferred the crew of the JUNO to the TROYNIS and received fresh provisions from 

the transport NEW BERNE. The gunboat DAYLIGHT arrived here at 6 p.m. and 

reported that the beached steamer has broken into two parts. By sundown this evening we 

weighed anchor and steered closer to the coast. Are drifting. 

Friday, 25 September 1863 

This morning we ran parallel to the coast until we were close to the PHANTOM. We 

anchored and shelled the wreck for an hour and a half. We scored some 20 to 30 hits in 

different places. At noon we got under way and returned to New Inlet, arriving there at 3 

p.m. During our absence the rebels had been quite busy recovering the cargo of the 

beached steamer. All along the shore one could see bales and crates of all kinds. 

Looking through the telescope I could distinguish several long crates that resembled those 

in which Enfield rifles are usually shipped. Our officers and men wished to go ashore 

again and totally destroy the wreck with a barrel of powder. But the Captain would not 

allow it. Everywhere on this ship one hears comments pertaining to the Captain that 

certainly do not sound like compliments. Everybody would prefer for him to be 

somewhere else than here on board. 

Saturday, 26 September 1863 

Had a rather windy day. Otherwise things have been rather quiet. 
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Sunday, 27 September 1863 

At 2 a.m., while standing along the coast, we discovered a vessel close to shore. We 

manned battle stations at once. But when we drew closer we saw that it was the wreck of 

the PHANTOM. A boat was lowered to investigate. It returned 40 minutes later and 

reported that it was in fact the PHANTOM. We then stood for New Inlet and anchored 

there at 8 a.m. A service was held this afternoon. Had a very pleasant day. Everything is 

quiet. 

Monday, 28 September 1863 

This morning the sloop DACOTAH approached the wreck of the PHANTOM to use her 

for target practice. The JAMES ADGER arrived here this afternoon. This evening the 

DACOTAH anchored in her usual position. Nothing exceptional lately. These nights the 

moon is too bright for blockade runners. 

Tuesday, 29 September 1863 

All was quiet today. All day long we rode at anchor off Federal Point. During the night 

we cruised along the coast north of New Inlet. The former Confederate privateer, well 

known under her name SUMTER, is said to be in Wilmington and is expected to run the 

blockade one of these nights. This privateer has recently been renamed GIBRALTAR. 

Wednesday, 30 September 1863 

Nothing of interest happened today. We are anchored off New Inlet. 

Thursday, 1 October 1863 

Through a telescope we could see the masts of 4 different vessels anchored inside New 

Inlet. There can be no doubt that these ships are blockade runners. They will try to break 

out once the nights become darker. At 7 p.m. we manned battle stations after suddenly an 
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we sent a boat over and learned that it was the U.S. gunboat CALYPSO from 

Philadelphia. 

Friday, 2 October 1863 

Nothing of interest happened today. 

Saturday, 3 October 1863 

During the day we could see 2 steam ships moving on the Cape Fear River. At 7:30 p.m., 

while cruising along the coast, we sighted a steamer close by. But the stranger 

disappeared so quickly that there was no way of giving chase. Soon after we heard 

several gun shots fired, most likely by our fleet. By 8:30 p.m. we steered E by S making 

9 knots. 

Sunday, 4 October 1863 

Last night we headed east at an average speed of 10 knots. This morning our position 

was some 100 miles east of New Inlet. We had hoped to come across some blockade 

runners but did not see anything except a few sailing vessels and we reversed course at 7 

a.m. During the day we spoke the former blockade runner DIAMOND which had been 

captured up by our fleet and is now en route to the north. By 8 p.m. we anchored as usual 

a few miles north of New Inlet. 

Monday, 5 October 1863 

This morning we anchored again near the flagship. During the afternoon all of our 5 

boats engaged in a pulling race. At sundown we weighed anchor and stood for our usual 

night position. Our prize, the JUNO, is reported to have made New York safely. 



Tuesday, 6 October 1863 

This morning we ran up the coast to the PHANTOM. Although she is almost totally 

destroyed by the bombardment, it is believed that most of her cargo has been salvaged by 

the rebels. At 9 a.m. we anchored near the other ships. The sloop TUSCARORA arrived 

here today to help enforce the blockade. 

Wednesday, 7 October 1863 

Last night and this morning we made a detour about 60 miles out to sea, but without 

results. At 1 p.m. we anchored off New Inlet. The Captain visited several of the ships of 

the blockading fleet this afternoon. Around 3 p.m. a steamship was seen far to the east, 

most likely a blockade runner. The stranger disappeared again after a good look at the 

fleet assembled here. None of our vessels was ordered to pursue the suspicious ship 

although officers and men here on board were very eager to hunt down the stranger. 

Much discontent is felt about this matter. By sunset the Captain returned in a state which 

revealed that he had drunk something stronger than water during his absence. The 

QUAKER CITY, SHENANDOAH and the STATE OF GEORGIA are here at the 

moment. The latter has smallpox on board and all communication with her is prohibited. 

Thursday, 8 October 1863 

Nothing remarkable today. Of the 3 ships that could be seen inside the bar the day before 

yesterday, only 1 is still there. 

Friday, 9 October 1863 

We anchored today as usual. Three deserters from a confederate steamer arrived on board 

the SHENANDOAH last night. The news they bring is insignificant. The DACOTAH 

put to sea last night so that there are only 4 vessels left to enforce the blockade. 
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Saturday. 10 October 1863 

We had just left our nighttime station outside New Inlet at 7 a.m. and had anchored in our 

usual position when the lookout on the top yard sighted a vessel close under the shore. 

We soon identified the stranger as a blockade runner headed at a remarkable speed in a 

southerly direction for Fort Fisher. It took us some 15 to 20 minutes to weigh anchor and 

get the ship underway, and since at that time our steam was low several more minutes 

passed before the CONNECTICUT could gather speed. We steered at once straight for 

the coast to intercept the blockade runner. The NIPHON as well as the SHENANDOAH 

followed us. Less than 10 minutes after we had got under way we were close enough to 

the steamer to open fire. Soon the NIPHON and the SHENANDOAH joined in. Though 

one of our shots hit the blockade runner, the latter boldly kept his initial course and had 

soon and somewhat unexpectedly reached shelter under the heavy guns of Fort Fisher. 

Now the tables were turned because in the heat of the pursuit we had come dangerously 

close to the Fort. The rebels opened fire with several rifled 100-pounders, but fortunately 

all rounds either passed overhead or fell harmlessly into the water alongside. One of the 

rounds missed my head by a mere 2 or 3 feet and then hit the water some 3 yards from the 

ship's side. The resulting column of water soaked me as I was standing at the ship's 

helm. Immediately upon realizing the danger we were in, we tried with all our might to 

get out of the range of Fort Fisher's guns. Still it took us 10 long minutes before this was 

accomplished. We had the satisfaction of sending a 100 pounder into the fort, the rebels 

in return fired some 20 shots at us. The NIPHON and the SHENANDOAH were not 

taken under fire by the rebels, all their efforts were directed against us. By 8:20 a.m. we 

were out of danger unharmed and anchored later some 6 miles to the north of our usual 

daytime position. Otherwise nothing exceptional today. 
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Sunday, 11 October 1863. 

Everything is quiet today, a rather cool day altogether. A n inspection and a service were 

held this morning. After sundown the S H E N A N D O A H left for Beaufort since she is low 

on fuel. At 8:30 p.m. we saw the firing of several guns close to the shore; however, the 

Captain did not want to approach the scene of action. 

Monday, 12 October 1863. 

Last night the gunboat N A N S E M O N D forced the blockade runner D O U R O onto the 

beach approximately 7 miles north of Fort Fisher. As it was impossible for the captain of 

the N A N S E M O N D to tow his prize into deep water, he set fire to her. The steamer was 

bound for Nassau and was loaded with 550 cotton bales and a large quantity of tobacco. 

Five of her crew were taken prisoner and transferred here on board this afternoon. The 

transport N E W B E R N E arrived here today from N e w York. During the absence of the 

S H E N A N D O A H , our Captain is flag officer. This means w e are forever occupied 

exchanging signals with the other vessels stationed here. 

Tuesday, 13 October 1863. 

This morning w e gave chase to a sail but soon discovered that it was the U.S. gunboat 

CALYPSO. W e anchored in our usual place at 8:30 a.m. The J A M E S A D G E R arrived 

here this afternoon. 

Wednesday. 14 October 1863. 

Last night, which was very dark, we stood out to sea about 70 miles. At 6 a.m. we 

reversed course. Saw the U.S. gunboat P E N G U I N and several schooners in the course of 

the day but nothing that might have aroused our suspicion. By 5 p.m. we were close to 

the shore, a little north of N e w Inlet. Steered N E by E during the first watch. It has been 

raining almost all day. 
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Thursday, 15 October 1863. 

At 8 a.m. we dropped anchor in the harbor of Beaufort. Three hours later a coal schooner 

came alongside and this afternoon we began taking on coal. Today I signed for $165 

back pay due 1 October. 

Friday, 16 October 1863. 

This morning we were at first engaged with coaling, but as a heavy gale from the east 

developed and the anchors would not hold the ship, the coal schooner was removed from 

our side with the help of a tug. Received two new anchors today, also powder and shells. 

Saturday, 17 October 1863. 

Mainly busy with coaling today. 

Sunday, 18 October 1863. 

This morning we cleaned the ship of the coal dust. A service was held this afternoon. It 

is interesting to see the temperatures change from cold to warm. For instance, the days 

we have spent here so far have been rather cool. Today, however, with a light 

southwesterly breeze we had a lovely day. 

Monday, 19 October 1863. 

Nothing unusual today. The men are occupied with coaling. 

Tuesday, 20 October 1863. 

Finished coaling today. This afternoon I went into Beaufort, a town of practically no 

importance. Most of the houses are wooden structures. There is a small garrison of 

Union troops here. 
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Wednesday, 21 October 1863. 

Today we replenished our provisions. It is striking to see the SHENANDOAH and the 

CALYPSO still here, particularly since they completed coaling several days ago. There 

are probably very few ships outside Wilmington to keep the blockade runners in check. 

Thursday, 22 October 1863. 

The SHENANDOAH put to sea this afternoon. This evening we heard the firing of heavy 

guns off to the southwest but could not determine what went on. 

Friday, 23 October 1863. 

This morning the CALYPSO put to sea. The NANSEMOND arrived here from 

Wilmington at 7 a.m. She reports that she chased onto the beach and set ablaze the 

blockade runner VENUS. The TUSCARORA arrived here at 10 a.m. to coal. We left 

Beaufort at 3 p.m. for Wilmington. The weather is very pleasant. At 4:30 all hands were 

called to the quarter deck, the flag was hoisted, and the Captain announced the sentence 

rendered by a court martial to ordinary seaman E. Berry [?]. It runs as follows: 15 days 

on bread and water as well as the loss of 3 months' pay. The said seaman had refused to 

work down in the coal bunkers while we were at Beaufort. The sentence strikes most of 

us as very harsh. 

Saturday, 24 October 1863. 

Anchored 9 a.m. in our usual position off New Inlet. At the moment, the 

SHENANDOAH, JAMES ADGER, DAYLIGHT and NIPHON are here. Weighed 

anchor at 3 p.m. and stood for a suspicious vessel which turned out to be the CALYPSO. 

By 5 p.m. we had some heavy rain showers. Today we could see the notorious privateer 

SUMTER anchored on the Cape Fear River. 
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Sunday, 25 October 1863. 

Last night we stood out to sea and by daybreak back toward the coast. At 10 a.m. we 

sighted the wreck of the PHANTOM. At 1 p.m. we anchored near our fleet outside New 

Inlet. At 5 p.m. we weighed anchor and steered in a southeasterly direction. Winds from 

the NNE today, weather rather cool. 

Monday, 26 October 1863. 

Spent the night in the vicinity of Frying Pan Shoals Lightship. At daybreak we stood for 

the southern inlet to Wilmington and anchored there at 1 p.m. near our fleet. The 

MERCEDITA, MONTGOMERY, MARATANZA, GRAND GULF and CALYPSO are 

here. Our Captain is flag officer here. The mouth of the Cape Fear River is defended by 

Fort Caswell and several batteries. The odds for blockade runners are long here, therefore 

this inlet is only rarely used by them. 

Tuesday, 27 October 1863. 

Anchored during the night. This morning we saw black smoke to the southeast. The 

MERCEDITA was sent in pursuit. She returned at 4 p.m. and reported that she had 

chased a blockade runner, but the latter had been too fast for her. 

Wednesday. 28 October 1863. 

Got under way at 2 p.m., stood a little to the north and anchored approximately 4 3/4 

miles off Fort Caswell. At 11 p.m. general quarters was sounded when we saw a sail to 

the south. We slipped our anchor chain, stood for the suspicious sail and found that it 

was a prize schooner taken by the CALYPSO several days ago and anchored nearby since 

that time. The GRAND GULF left for Beaufort today; I sent a letter to my parents with 

her. 
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Thursday, 29 October 1863. 

Were on patrol until 1 p.m. Then recovered our anchor chain and anchored for the 

remainder of the day. Strong winds from the north and cold but dry weather. 

Friday, 30 October 1863. 

Nothing unusual today. It is amazing to see how insulting Captain J. J. Almy is toward 

the commanding officers of the other ships here since he has become flag officer. They 

can only hope to be rid of such a superior officer as soon as possible. 

Saturday, 31 October 1863. 

We anchored for the night. By daybreak the winds calmed down entirely and we enjoyed 

a bright, sunny day. At 7 p.m. we were astonished to see the rebels of Fort Caswell open 

fire at us. Although our distance from the fort was 4 3/4 English miles, two of the shots 

passed over the ship and hit the water almost half a mile farther out to sea. A total of 7 

shots were fired at us, obviously 12 pounders, but fortunately no damage resulted. We 

weighed anchor at once and took up a new position some 5 miles off the fort. Otherwise 

nothing exceptional today. 

Sunday, 1 November 1863. 

Cruised along the coast during the night. At 10 a.m. anchored in yesterday's position. 

Got the ship under way at 6 p.m. and anchored again at 8 p.m. At 10 p.m. battle stations, 

weighed anchor and followed a southeasterly course from where we had heard 2 gunshots 

and observed several flares. 

Monday, 2 November 1863. 

Steered out to sea on a SSE course during the night in an attempt to overtake the 

suspected blockade runner by daybreak. But we sighted nothing of any importance 
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during the morning watch, so we reversed course for our usual station at 7 a.m. and 

arrived there at 3 p.m. Our distance from the Fort is presently 5 1/2 miles. 

Tuesday, 3 November 1863. 

Everything has been quiet today. Weighed anchor at 6 p.m. and steered SSE. 

Wednesday, 4 November 1863. 

This morning we found ourselves about 90 miles off the coast. We then stood north 

again, searched a schooner from Nassau and arrived at our station by 4 p.m. The gunboat 

NTPSIC returned our prize crew who had gone north in the JUNO. They had a rather 

difficult time while on the JUNO. 

Thursday, 5 November 1863. 

Nothing exceptional today. Stood out to sea this evening. 

Friday, 6 November 1863. 

The cruiser GRAND GULF, mistaking us for a blockade runner, fired a warning shot at 

us at 2 a.m. that passed just overhead. This afternoon we anchored in our usual position 5 

1/2 miles off Fort Caswell. 

Saturday, 7 November 1863. 

The steamer NEW BERNE arrived at 9 a.m. carrying provisions for the ships stationed 

here. She also returned those of our officers who had taken the JUNO north. This 

afternoon we could see 3 blockade runners anchored behind Fort Caswell waiting for an 

opportunity to gain the open sea. Weighed anchor at 8 p.m. and are steering S by E. 
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Sunday, 8 November 1863. 

Last night we were again fired upon five times by the GRAND GULF in spite of the fact 

that we showed our identification lights. By daybreak we reversed course for our station 

and arrived at the mouth of the Cape Fear River at 4 p.m. 

Monday, 9 November 1863. 

Nothing exceptional today. The weather has suddenly become very cool and there is a 

strong northwest wind. 

Tuesday, 10 November 1863. 

Temperatures are still very cold. Are anchoring. The CALYPSO went north today for 

repairs. Her coal supply was so low that we had to provide her with 5 tons. 

Wednesday. 11 November 1863. 

Anchored for the night. Brought the ship under way at 10 a.m. and cruised until 1 p.m. 

We then stood for a sail to the west which turned out to be the steamer MONTGOMERY. 

The latter reports that she sighted 2 blockade runners, but while pursuing one of them her 

engine developed trouble so that she had to give up the chase. We could clearly see 4 

blockade runners on Cape Fear River today, one of them the former privateer SUMTER. 

Thursday, 12 November 1863. 

Last night we were on patrol off the coast. This morning a blockade runner was sighted 

outside Fort Caswell. Apparently she had tried to put to sea but had turned back for fear 

of capture. This evening we stood S by E and at 8 p.m. spoke one of our steam 

transports. Today we received the news that the fleet outside New Inlet had taken no 

fewer than 4 blockade runners within 5 days. One of them is the well-known steamer 

R.E. LEE. 
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Friday. 13 November 1863. 

By 6 a.m. this morning we had reached a position some 100 miles south of Cape Fear but 

did not see anything unusual. So we stood for our station and arrived there at 4 p.m. 

Much rain today. Anchored at 6 p.m. some 5 miles off Fort Caswell. 

Saturday, 14 November 1863. 

Anchored for the night. Today we saw 3 blockade runners coming down the river to Fort 

Caswell. They will probably try to break through tonight, and the rainy weather seems to 

favor them. At 6 p.m. we weighed anchor and stood in a southerly direction until we 

reached Frying Pan Shoals Lightship. 

Sunday, 15 November 1863. 

Stood SSE from midnight until 6:30 a.m. and then reversed course to the northwest. At 2 

p.m. we spoke the troop transport FOREST CITY, four days out of Boston and bound for 

Charleston. Arrived at our station at 6 p.m. The MERCEDITA left for Beaufort last 

night to coal. 

Monday, 16 November 1863. 

Had a pleasant and mild day. Weighed anchor at 8 p.m. and steered in a SSE direction at 

slow speed. 

Tuesday, 17 November 1863. 

This morning we sighted the gunboat ARIES, and the two ships steered parallel courses 

for a while. At 2 p.m. we dropped anchor near our fleet outside New Inlet. Weighed 

anchor at 5 p.m. and steered south until we could see Frying Pan Shoals Lightship. 
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Wednesday, 18 November 1863. 

Shortly after midnight we changed course to SSE and continued in this direction until 

daybreak. We then changed course for NW and arrived at our station at 4 p.m. Today the 

gunboat EMMA joined the blockading fleet. This evening, a few minutes before sunset, a 

steamer was sighted behind Fort Caswell. This blockade runner resembles the one we 

pursued on 10 October under Fort Fisher. Anchored at 6 p.m. approximately 6 miles off 

Fort Caswell. 

Thursday, 19 November 1863. 

Are anchoring. The ARIES returned here today. Our coal supply is almost exhausted, 

therefore we will have to leave the blockading fleet to recoal one of these days. At 1 p.m. 

this afternoon all hands were called to the quarter deck for an inspection. The Captain 

then pronounced the sentence passed on W. Stanley by court martial. It runs as follows: 

loss of 3 months' pay and 30 days strict confinement. The said W. Stanley, an 

outstanding seaman when sober, got drunk on 7 November after the officers had given 

him a little too much rum and tried to assault Ensign W.M. Swasey. 

Friday, 20 November 1863. 

At 5 a.m. this morning alarm was sounded and all hands manned battle stations. The 

cause of the action was a schooner, in not too far a distance, that stood with a good wind 

straight for Fort Caswell. We slipped our anchor chain and fired a warning shot 

whereupon the schooner hove to. A boat was sent over and brought the captain of the 

schooner here. He was a U.S. Navy officer and reported that the schooner was a prize 

captured by the LADUNA and now bound for Washington. When asked why he came 

here the captain stated that the schooner's compass was damaged. We provided him with 

a new compass and the schooner was allowed to continue its voyage to Washington. The 

GRAND GULF left for Beaufort today to coal. Otherwise nothing of interest. 



Saturday, 21 November 1863. 

Nothing unusual today. The wind has shifted to the SW and the weather is remarkably 

mild. 

Sunday, 22 November 1863. 

The transport steamer NEW BERNE, having left New York on the 15th, arrived here this 

morning. The news from the north is insignificant. At 4 p.m. the NEW BERNE put to 

sea again with our mail. Weighed anchor at 6 p.m. and stood for Frying Pan Shoals 

Lightship. 

Monday, 23 November 1863. 

This morning, when near the lightship, we sighted a schooner steering SSW. At 6:30 

a.m. we turned around and arrived at our station 11 a.m. The MERCEDITA came back 

from Beaufort last night. The weather is very unpleasant today, but our anchorage is well 

sheltered against the strong NE wind. 

Tuesday, 24 November 1863. 

This morning at 4 a.m. we weighed anchor and stood at first SSE for Frying Pan Shoals 

Lightship, then changed course more to the E. Spoke a Philadelphia schooner at 8 a.m. 

At 4 p.m. we signaled the gunboat FLORIDA. Two hours later we boarded a schooner. 

We had southeasterly winds all day and lots of rain, but temperatures are very mild for 

this time of the year. 

Wednesday, 25 November 1863. 

This morning we saw a number of sail ships and at 10 a.m. Cape Lookout Lighthouse. A 

Beaufort pilot came on board at 1 p.m., but as the tide was low at the time we had to wait 

until 4:30 p.m. before the ship could be taken over the bar every vessel has to cross on its 
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way to Beaufort. Just when we had decided to stand for the inlet we encountered a series 

of heavy rain showers. The First Lieutenant ordered me to take the helm, and although I 

executed all orders precisely as given the Captain nevertheless threatened to shoot me. 

We dropped anchor inside Beaufort Harbor at 5 p.m. without the slightest incident. This 

evening I spoke to the First Lieutenant and several other officers who had been present 

when the Captain uttered his threat. They all agree that I carried out my duties correctly 

in every respect. Presently the GRAND GULF, TUSCARORA and KEYSTONE STATE 

are here as well as the gunboats IRON AGE and DAYLIGHT. 

Thursday, 26 November 1863. 

This morning I talked with the Captain about what happened when we entered the harbor. 

He was very conciliatory and apologized for his behavior yesterday. Today we began to 

take on coal from a schooner. 

Friday, 27 November 1863. 

The gunboat BRITANNIA arrived here from the north this morning and brought our mail. 

Are busy coaling. 

Saturday, 28 November 1863. 

The BRITANNIA left for New Inlet this morning. Are busy coaling. Today I sent a letter 

to Mr. Cassidy in New York asking him to forward all letters that may be waiting for me 

at the Sailor's Home. 

Sunday, 29 November 1863. 

This morning the gunboat FAHKEE with Admiral Lee embarked anchored outside the 

bar. The SW wind was so strong this morning that the pilots did not dare to take us out to 



sea. A tug boat was sent to the F A H K E E this afternoon and returned soon after. At 4 

p.m. the FAHKEE stood out to sea. 

Monday, 30 November 1863. 

The gunboats DAYLIGHT and KEYSTONE STATE sailed this morning. Have been 

busy coaling today. 

Tuesday, 1 December 1863. 

The TUSCARORA put to sea at 10 a.m. We finished coaling today. This afternoon 

several of the petty officers and I rowed over to Beaufort to do some shopping. This 

morning it was so cold that some spots were covered with ice. 

Wednesday, 2 December 1863. 

Today news arrived that General U. Grant has defeated the rebels decisively. Captain H. 

Hauton, who was in charge of this ship a year ago, will go with us to the blockading fleet 

outside Wilmington in order to take command of the gunboat MARATANZA. The men 

have been busy taking on supplies. 

Thursday, 3 December 1863. 

The pilot came on board at 1 p.m. Half an hour later we weighed anchor and were soon 

underway. While crossing the bar we grounded twice, but only slightly so that evidently 

no damage resulted. Today 4 Negroes came on board, they are run-away slaves. The 

weather is very pleasant, our course approximately S W. 

Saturday, 5 December 1863. 

This morning we spoke the schooner W.G. BARLETT from Philadelphia. Anchored at 4 

p.m. near the fleet at the mouth of the Cape Fear River. The small propeller steamer 



V I O L E T arrived here at 5 p.m. The squadron stationed here presently consists of 6 

steamships. Nothing of particular interest has happened here while we were away. 

Sunday, 6 December 1863. 

At daybreak a blockade runner was seen run aground on Smith Island just opposite Fort 

Caswell. The ARIES sent boats over to the blockade runner, but before they got there, 

the crew left the vessel and set fire to it in several places. The men of the ARIES 

nevertheless managed to capture a briefcase containing documents. The VIOLET went 

very close to the burning vessel, but as several shots were fired from Fort Caswell at our 

ships, we left the beached blockade runner to its fate and anchored for the day as usual. 

Monday, 7 December 1863. 

At 5 a.m. we saw a burning ship coming down to us, but as soon as day broke we realized 

that it was the same blockade runner we had been concerned with yesterday. The 

VIOLET had succeeded in getting a line over to the burning vessel and at 7 a.m. had 

towed her free after slipping one of her bow anchors. We sent two of our boats over to 

the wreck in order to help fight the fires. I volunteered to go with them, but all our 

attempts remained fruitless so that we left the wreck in almost the same state as when we 

boarded it. The name of the ship is the CERES from London. The burning of its cargo 

relieved the vessel of the main part of its weight, and consequently at high tide the wreck 

drifted seawards as a result of a strong northerly wind. Its engine has suffered only 

slightly and appears to be of some value. 

Tuesday, 8 December 1863. 

The gunboat GOVERNOR BUCKINGHAM arrived here from New York this morning. 

Have been busy today transferring coal to the VIOLET. The wreck of the CERES 

remains ablaze. 



Wednesday, 9 December 1863. 

Last night two deserters, a white man and a Negro, reached the ARTES by boat. They 

could not give us much information about the enemy. The MERCEDITA and the ARTES 

went north this afternoon, the latter towing the prize CERES. Weighed anchor at 6 p.m. 

Thursday, 10 December 1863. 

Soon after midnight we stood out to sea and our morning position was approximately 50 

miles offshore. Saw a sail on the horizon, but did not steer for it and returned to Old 

Inlet. We arrived there at 1 p.m. and anchored some 4 1/2 miles off Fort Caswell. 

Friday, 11 December 1863. 

The gunboat EMMA arrived here this morning from Beaufort, North Carolina, with our 

mail. The news about the army campaign under General Grant in Tennessee is very 

favorable, and it looks now as if the rebellion will come to an end before long. 

Saturday, 12 December 1863. 

At daybreak the rebels in Fort Caswell fired several shots at the VIOLET without scoring 

a hit. At 10 a.m. the gunboat STATE OF GEORGIA arrived here from Philadelphia. At 

6 p.m. winds from the SSE and a heavy swell from the same direction. At 10 p.m. we 

gave the ship 90 fathoms of anchor chain. We are now having a full storm with a high 

ground swell and incessant rain. The ship is riding out the storm easily. 

Sunday, 13 December 1863. 

The storm calmed down this morning, yet the swell remains high. Weather pleasant. 

This morning a service was held on the quarter-deck. Saw a schooner to the SW and sent 

the STATE OF GEORGIA to investigate. The schooner turned out to be in the service of 

the government. The MONTGOMERY went north today. 



Monday, 14 December 1863. 

Although there are southwesterly winds prevailing now, the swell from the SE still is 

considerable. Otherwise nothing unusual. 

Tuesday, 15 December 1863. 

Have had a very fine day. Lately the rebels have been very busy fortifying Smith Island, 

and today they brought a huge gun, likely a 400-pounder, into position, ready to destroy 

any of our ships that might dare to come near that place. We weighed anchor at 4 p.m. 

and followed a westerly course along the coast. This afternoon I practiced taking a lunar 

distance and almost got the longitude correct. 

Wednesday, 16 December 1863. 

Last night we were cruising not far from the coast. Anchored at 8 a.m., weighed again at 

1 p.m. and returned to our anchorage 5 miles off Fort Caswell by 3 p.m. Took another 

lunar distance today, but obviously the distance measured must have been too great. Very 

windy from the east tonight, rain showers. 

Thursday, 17 December 1863. 

The transport NEW BERNE arrived this morning and delivered some mail and fresh 

provisions. The EMMA returned here 11 a.m. with a small steamer in tow. The latter is 

from Beaufort and bound for Port Royal and had come dangerously close to the coast as a 

result of the strong SE wind. The steamer anchored in not too great a distance from us. 

The NEW BERNE went north again at 5 p.m. 

Friday, 18 December 1863. 

Last night we had heavy rain showers, but by morning the wind had turned to the west 

and the weather has been clear and cold since then. The seaman W. Stanley was 



transferred to the S T A T E O F G E O R G I A today after serving his 30 days' confinement. 

The ARIES arrived from Beaufort at 6:30 p.m. with mail. I received a letter from my 

mother written on 10 November. Thank God, this will ease my mind for a little while. 

Weighed anchor at 8 p.m. and steered west along the coast. 

Monday, 28 December 1863. 

Ten days have passed without me making entries in my diary. The reason is that my time 

has been occupied entirely by other matters. But now I shall report briefly what happened 

last week. 

Saturday, 19 December. Anchored until 11:45 p.m. when we sighted a steamship 

out to sea. We showed our lights at once but did not receive any answer. We therefore 

concluded that the vessel was a blockade runner. Alarm was sounded immediately, and 

within a few minutes battle stations were manned. We fired several shots at the 

suspicious vessel but it soon disappeared into the darkness. We then weighed anchor and 

stood out to sea, steering SSE. 

On Sunday, 20 December, we took the English schooner SALLIE as a prize. She 

was loaded with salt and bound from Nassau for Little River Inlet. A master's mate, Mr. 

Stanfield, 3 men and I were sent on board the schooner as prize crew. Before I left the 

CONNECTICUT the First Lieutenant informed me that I had been chosen as a member of 

the prize crew because of my navigational skills, an area the officer in charge knew 

nothing about. It was 9 a.m. when I arrived aboard the SALLIE, and the 

CONNECTICUT then towed us slowly toward Old Inlet. We finally arrived there at 5 

p.m., luckily enough because our small vessel while being towed was shipping a lot of 

water and rolled and pitched considerably. We learned that the night before a blockade 

runner had been beached on Frying Pan Shoals and that our fleet had been occupied all 

day trying to refloat the vessel. But all attempts had been unsuccessful. We rode at 

anchor for the night. 



Monday, 21 December. Steered over to the beached blockade runner and 

anchored not too far from it. We threw our cargo of salt overboard and received instead 

some of the cargo of the beached steamer. At high tide this afternoon another attempt to 

refloat the vessel turned out to be of no avail. The steamer's name is ANTONICA, home 

port Charleston, S.C., and was en route from Nassau to Wilmington. Toward evening we 

weighed anchor to reach deeper water. But instead we drifted across the reef and 

anchored to the east of the sand bank. 

Tuesday, 22 December 1863. Have been mainly busy today cruising up to a 

position designated by the Captain. We finally arrived there at 4 p.m. and anchored. The 

VIOLET ran aground last night while trying to tow the beached blockade runner into 

deeper waters. Today she lies almost dry on the shoal. 

Wednesday, 23 December. Anchored all day. 

Thursday, 24 December. Received orders today to anchor closer to the beached 

steamer. We also began today to stow our new cargo properly. But as there were no 

shoring available here on board, 2 men and I went over to the ANTONICA this evening 

to get some there. We found our men mainly busy at the pumps because the vessel was 

taking on a lot of water. Most of the officers were opening and plundering crates in the 

hold where the most valuable part of the cargo is stored. The officers as well as the 

sailors were far from sober. We soon returned to the SALLIE, and there were only few 

indications that this was Christmas Eve. 

Friday, 25 December. Went on board the ANTONICA for more shoring. The 

steamer is now considered a wreck, and most of the ships stationed here have sent boats 

in order to strip the vessel of anything valuable. 

Saturday, 26 December. Still busy stowing the cargo. Weighed anchor and 

returned to a position close to the CONNECTICUT. Mr. Swasey, one of our officers, 

came on board today and took over command from Mr. Stanfield. 



128 

Sunday, 27 December 1863. This morning 4 men from the CONNECTICUT 

came on board to relieve the other 3 men and me. Their terms of enlistment are over, and 

they are eager to go north to be discharged. I finally returned to the CONNECTICUT at 8 

a.m. and resumed my duties as quartermaster at once. The cruiser FORT JACKSON sent 

a Danish ship here not knowing whether she was a blockade runner or not. The brig is 

supposedly bound for Philadelphia from Bordeaux. Admiral Lee, who is here since 

yesterday, ordered her to continue on her voyage to the north. At the moment there are 

some 20 persons here on board formerly belonging to the ANTONICA and the SALLIE. 

This evening we got under way and towed the SALLIE outside Frying Pan Shoals from 

where the schooner continued on alone under sail and with favorable winds. 

Now most of what happened last week has been recorded. The weather has been 

quite foggy today. Anchored at 6 p.m. 

Tuesday, 29 December 1863. 

Today a court martial was held here for several men of the GOVERNOR 

BUCKINGHAM. The beginning of the trial was made known by signals and the firing of 

a gun. Weighed anchor this evening and cruised along Smith Island during the night. 

Wednesday, 30 December 1863. 

The court martial was resumed today. This evening we left our anchorage and drifted 

about off Smith Island. 

Thursday, 31 December 1863. 

At 7 a.m. we anchored near the admiral's ship FAHKEE. The court martial opened its 

session at 10 a.m. It has been raining all day with strong winds from the south. Got 

under way at 6 p.m., steered 1 1/2 miles further to the east and anchored again. The old 

year will be over in a few hours, therefore I will contemplate briefly what I accomplished 



in the past year. M y main achievement has been expanding m y knowledge of navigation. 

Otherwise there has been practically no progress. The brilliant hopes that filled my soul 

only a year ago have all but disappeared, and a formerly almost unknown indifference has 

seized me instead. Even those reasons that made me enlist in the U.S. Navy do not seem 

to have any influence on me any longer. Oh, Almighty God, give me the strength to 

strive for all that is good and noble, and make me detest all that deserves to be despised. 

Oh, give me strength to stand firm against all temptations so that, provided you keep me 

alive through your grace, I will be able to sum up a better result by the end of next year 

than I can at this time. 

Friday. 1 January 1864. 

The weather is almost stormy from the west. We were forced to let go the starboard 

anchor and gave out all the chain by 4 p.m. this afternoon. The FORT JACKSON arrived 

here at 9 a.m. and anchored. Today I signed for $218.47 in back pay. 

Saturday, 2 January 1864. 

The storm calmed down and the weather has been fine and cold today. This afternoon the 

hearings of the court martial were resumed. We transferred the prisoners of the 

ANTONICA and SALLIE to the STATE OF GEORGIA to be taken north. The 

GOVERNOR BUCKINGHAM left today. The steamer FAHKEE weighed anchor at 3 

p.m. and steered close along the different fortifications of the rebels so that Admiral Lee 

could have a good look at them. The gunboat IRON AGE arrived here today. This 

evening we weighed anchor and stood along Smith Island as we have done during the 

past nights. 
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Sunday. 3 January 1864. 

The gunboat DAYLIGHT rejoined us this morning, and soon after the steamer 

SPAULDING arrived here along with a small steamship that belongs to the Army. We 

got under way at 11 a.m. and stood for the MINNESOTA which is anchoring here now. 

The MONTGOMERY arrived at 1 p.m. We received some mail and also took her 

marines on board. The MONTGOMERY then took a westerly course along the coast 

until she was fired upon from the shore around 5 p.m. She slowly returned the fire. 

Today we saw 5 blockade runners inside Fort Caswell obviously waiting for an 

opportunity to put to sea. Dropped anchor at 7 p.m. close under Smith Island, then got 

under way again at 11:30 p.m. 

Monday, 4 January 1864. 

Anchored at 9 a.m. some 1 1/2 miles SE of the wreck of the ANTONICA. Had dense fog 

all day and only a light breeze from the SE. Between 12 noon and 2 p.m. we heard 

several gunshots to the west. 

Tuesday, 5 January 1864. 

Anchored last night in dense fog. By 8 a.m. the weather cleared somewhat and we 

steered immediately over to the MINNESOTA some 4 miles from our previous position. 

The EMMA returned here today. Around sunset we stood for Smith Island, anchored at 6 

p.m., weighed again at 7:30 p.m. and drifted most of the night. The firing of guns 

yesterday came from the FAHKEE that forced the blockade runner BENDICO to beach 

herself near Lockwood's Folly. The crew of the BENDICO got ashore and returned fire at 

the FAHKEE with several light guns. There are rumors that the FAHKEE got hit three 

times and that one of the officers is wounded. 
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Wednesday, 6 January 1864. 

This morning we anchored close to the wreck of the ANTONICA. The weather is very 

unpleasant today, foggy and rainy with northeasterly winds. The officers sat in judgment 

on 4 of our stokers today who had misbehaved on board the ANTONICA. The paymaster 

paid the outstanding grog allowance; I received $5. 

Thursday, 7 January 1864. 

Weighed anchor at 10 a.m., steered over to the MINNESOTA and then west along the 

coast while signaling to the various ships that were northbound and therefore able to take 

their mail. Our pilot transferred to the FORT JACKSON. This morning we anchored a 

little to the west of the wreck of the ANTONICA. It has been a very rainy and cold day. 

Friday, 8 January 1864. 

Got under way at 7 a.m. Collected the mail from the different vessels stationed here and 

finally left the fleet off Old Inlet around 12 noon. After clearing Frying Pan Shoals we 

met the steamship EAGLE sailing between New York and Havana. A boat was sent over, 

and the officer returned with a number of recent New York newspapers. We then shaped 

a straight course for Beaufort, N.C. It has been very cold today with a strong wind from 

theNW. 

Saturday, 9 January 1864. 

By daybreak we had reached a position 15 miles south of Beaufort. A little ahead were 

the steamship SPAULDING and the tugboat BUSTER. At 8 a.m. we exchanged signals 

with the GOVERNOR BUCKINGHAM which had just left the harbor. Took a pilot on 

board at 9 a.m. and by 10 a.m. were anchored safely in Beaufort Harbor. The QUAKER 

CITY, SHENANDOAH and the STATE OF GEORGIA are here at the moment. The 



132 

latter has smallpox on board and all communication with her is prohibited. The weather 

has been fine but extremely cold today. 

Sunday, 10 January 1864. 

This morning at 10 a.m. all hands were assembled on the quarter-deck as the Captain 

announced the sentences the court martial assessed on 6 January. Three of the four 

stokers who had become drunk and insulted some of the officers received almost identical 

sentences, namely, the loss of 2 months' pay and in addition to that a little extra duty. 

Several coffins were carried from the STATE OF GEORGIA this morning. Have had a 

fine but very cold day. The QUAKER CITY and the FAHKEE left today. 

Monday, 11 January 1864. 

This morning Mr. Harding gave me a chronometer so that I might find out how it works. 

The FORT JACKSON could be seen outside the bar today. 

Tuesday, 12 January 1864. 

The steamer NEW BERNE arrived here this morning from the blockading fleet outside 

New Inlet. We received fresh provisions from her. The STATE OF GEORGIA is no 

longer under quarantine. Had a wet, foggy day. 

Wednesday, 13 January 1864. 

This morning we began to take on coal from a schooner that had been brought alongside. 

The NEW BERNE left to go North at 10 a.m. and has the prisoners of the ANTONICA 

and SALLIE on board who were brought here by the STATE OF GEORGIA. I have been 

busy today writing a letter to my parents. Weather wet and unpleasant. 



Thursday, 14 January 1864. 

The men have been busy coaling today. Wrote a letter to Emma. Had a wet and foggy 

day. 

Friday, 15 January 1864. 

The weather cleared today so that I had a very good opportunity this afternoon to measure 

the sun's elevation for comparison with the chronometer. I took several readings and 

gained the impression that the chronometer is slow. The TUSCARORA arrived here 

today from New Inlet to coal. 

Saturday, 16 January 1864. 

We finished coaling today and cleaned the ship. The weather is excellent. Have been 

mainly occupied today with the chronometer. Mailed the letter to my parents. 

Sunday, 17 January 1864. 

The FAHKEE arrived here today from Old Inlet carrying the officers and men of the 

gunboat IRON AGE which has blown up. We learned that the blockade runner 

RANGER has been chased onto the beach by our fleet. We left Beaufort at 2 p.m. but 

while crossing the bar at the entrance to the harbor our ship ran aground 4 times rather 

badly. The weather is very pleasant and a gentle SSE breeze blows over the ocean. At 3 

p.m. our engine developed trouble, but it was soon repaired. At midnight the light of 

Cape Lookout is still visible in a northeasterly direction, some 20 miles from our present 

position. Are drifting about since 6 p.m. 

Monday, 18 January 1864. 

At 3 a.m. this morning we got underway and steered in a southwesterly direction. At 3 

p.m. we sighted a steamer and found it to be the mail steamer COLUMBIA. While 



approaching the latter a race developed between us and the C O L U M B I A , but by 5 p.m. 

we had overtaken her. This morning we spoke the troop transport FANG [?] from Hilton 

Head. Weather rainy and unpleasant. 

Tuesday, 19 January 1864. 

This morning a storm blew from the SW. Did not see any vessels today. By 6 p.m. the 

wind calmed down somewhat. Our present position is approximately 20 miles from the 

fleet outside Old Inlet. 

Wednesday, 20 January 1864. 

This morning we spoke the QUAKER CITY and sighted the A RTFS anchored off shore. 

At 8 a.m. we closed and two hours later reached the fleet outside Old Inlet. A blockade 

runner had run aground on the bar outside Fort Caswell and the rebels were busy trying to 

refloat her with the help of schooners, boats and tugs. By 2 p.m. they finally succeeded in 

towing the steamer into the harbor. It is being reported here that 3 steamships managed to 

reach Fort Caswell safely yesterday morning by keeping close to the coast. Our fleet did 

not dare follow them into range of the batteries. Left Old Inlet at 2 p.m. and steered SSE. 

Our engineers have been busy today repairing one of the boilers. 

Thursday, 21 January 1864. 

Although we had a very fine day, I have not been able to enjoy it because of an 

unfortunate incident that happened this morning. At 8 a.m. I wound up the chronometer 

as usual but was not as careful as I should have been and the chronometer stopped. I 

managed to get it working again but, of course, its calibration with regard to G.M.T. was 

lost. I hope that this incident will serve as a warning to me to be more careful in the 

future. We are presently in the so-called Gulf Stream and cruising between 33 and 31 

degrees N latitude. 



Fnday, 22 January 1864. 

Again we had a very fine day. This afternoon all hands had target practice with rifles and 

revolvers. Surprisingly enough we did not see a single sail today. 

Saturday, 23 January 1864. 

This afternoon we spoke the troop transport PROMETHEUS which is bound for Port 

Royal from New York and has a regiment of Negro soldiers on board. We received a few 

recent newspapers but nothing important appears to have happened since otherwise the 

officers would have let us know. It is very difficult here on board to get a newspaper. So 

far this year I have not seen a single one. This evening at 6 p.m. we anchored some 8 to 

10 miles off the shore, approximately 12 miles north of Georgetown. The weather has 

been extremely pleasant today and the sea almost like a mirror. 

Sunday, 24 January 1864. 

This morning we could see the coast of South Carolina and a schooner off the shore 

standing straight for us. Its signal flags indicated that it was the U.S. cruiser GEORGE 

MANGHAM. At 8 a.m. the schooner anchored quite close to us and her Captain came 

over. Our Captain says the reason why we are anchoring is that no blockade runners is 

likely to put to sea these nights while the moonlight is so bright. 

Monday, 25 January 1864. 

At 8 a.m. we weighed anchor and steered a northerly course along the coast. Around 

noon we spoke the GOVERNOR BUCKINGHAM and two hours later the KEYSTONE 

STATE. By 3 p.m. we reached our squadron outside Old Inlet and received some mail 

there. At 5 p.m. we got under way again and steered for the Gulf Stream. 
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Tuesday, 26 January 1864. 

At 1 p.m. we spoke the troop transport DANIEL WEBSTER bound for Port Royal from 

New York. We sent a boat over and received some recent newspapers. The steamer has 

a Negro regiment on board, but the officers are all white men. Around 2 p.m. we stopped 

the schooner JOHN by firing a warning shot. Her captain came over with the ship's 

papers, and as there was nothing wrong with them the schooner was allowed to continue 

her voyage. At 6 p.m. we stopped our engines and drifted in a light westerly wind. 

Wednesday, 27 January 1864. 

At 8 a.m. we sighted the coast of North Carolina and then steered north along the shore. 

At 11 a.m. we passed the wrecks of the blockade runners DARE and BENDIGO which 

ran aground recently and seem to have been very fast steamships. A little farther north, in 

the bay of Lockwood's Folly, is the wreck of the blockade runner ELIZABETH. All these 

vessels were bound for Wilmington. Around noon we anchored outside Old Inlet. We 

had expected to find the transport NEW BERNE here, but even when we steered out to 

sea again at 5 p.m. she had not arrived. It has been very warm today and almost calm. 

More so than usual my thoughts were with my loved ones beyond the ocean because 

today is my mother's 44th birthday. That reminds me of happy days a long time past. I 

have tried to imagine a happy picture of the life at home today, but I am not able to do so 

and am afraid there is little reason for them to be happy. It saddens me that I can do so 

little for my parents. May God help change all this before long. 

Thursday, 28 January 1864. 

The day has been very fine today and nothing remarkable has happened. At the moment 

we are cruising between 31 and 33 degrees N latitude and 77 and 79 degrees W longitude. 



Fndav, 29 January 1864. 

This afternoon we sent a boat over to the English schooner LAURA bound from 

Matamoras for New York. As the papers were found to be in order the schooner was 

allowed to continue its voyage north. The weather has been excellent today. 

Saturday, 30 January 1864. 

At 9 a.m. we anchored near our fleet outside Old Inlet. The NEW BERNE had still not 

showed up. Around 10 a.m. the rebels fired several rounds at us, some of them missing 

us only by 50 yards. As our distance from Fort Caswell was only 4 miles, we thought it 

wise to weigh anchor and take a new station beyond range of the Fort. The whole fleet 

followed our example. Around 5 p.m. we got under way again and sighted a sail far out 

to sea. A signal by the QUAKER CITY called us back, however, and half an hour passed 

before we could head again for the unknown vessel. Judging by the black smoke from 

the stranger's stack we soon could identify the vessel as a blockade runner. When the 

steamer realized that we were in pursuit she changed course to seaward. As dusk fell we 

almost lost the stranger out of sight, but thought we could still see one of her lights. 

Around 8 p.m. general quarters was sounded and all hands manned their battle stations. 

But just then the light disappeared so that we had to give up the chase. We brought the 

ship around to a southerly course and reduced speed. 

Sunday, 31 January 1864. 

This morning we sighted several sailing vessels and at noon a blockade runner far to the 

East. We headed for her at once and soon saw that it was a two-stacker with 2 masts 

steering NW. By 2 p.m. we had gained considerably on the steamer which then changed 

course to NE. We took our yards down onto the deck and did everything possible to 

increase speed. But the distance between us and the blockade runner remained virtually 

the same. After sunset almost everybody lost sight of the steamer. We continue the chase 
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because the Captain had faith in those few men who pretended they could still see the 

blockade runner. 

Monday, 1 February 1864. 

Around midnight all hands were called to their battle stations. The master-at-arms, the 

sergeant and several other men thought the steamer was already within gun range. 

Around 1 p.m. we fired 5 rounds. It was assumed that one of the shots missed the 

blockade runner by only a few yards. After another hour the moon rose and visibility 

improved considerably. But just then it happened that our great look-outs lost the steamer 

out of sight and we broke off the chase. Still, hoping to catch up with the blockade 

runner by daybreak, we continued in an easterly direction at 13 knots. But by daylight we 

could only see a few sails. We therefore reversed course to the SW without encountering 

anything unusual. While chasing the blockade runner, our ship made up to 14.5 knots 

and even at that speed we did not seem to gain on the steamer. It is most likely that the 

stranger was the PRESTO, believed to be the fastest of the blockade runners. 

Tuesday, 2 February 1864. 

Nothing remarkable today, rather strong westerly winds. The First Engineer indicated to 

the Captain that our engines should undergo extensive repairs. But the captain is not at 

all inclined to go North, perhaps out of fear of being relieved of this command. 

Wednesday, 3 February 1864. 

By daybreak we saw the coast of North Carolina and around 9 a.m. spoke the ARIES. 

Around noon we arrived outside Old Inlet and received fresh provisions from the NEW 

BERNE. Last night the QUAKER CITY chased a blockade runner all the way up to Fort 

Caswell. The NEW BERNE left at 4 p.m. Two hours later we also got under way and 

steered out to sea. 
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Thursday. 4 February 1864. 

This morning we saw black smoke far to the east, and being convinced that we were 

about to encounter a blockade runner we headed for the stranger at top speed. By 8 a.m. 

we were close enough to read the vessel's name and our disappointment was great when 

we found out that it was the EL CID from Baltimore bound for New Orleans. Around 11 

a.m. we met the schooner CHANDLER with its main yard broken; we sent several men 

over to repair the damage. After a delay of two hours we steered south this afternoon. 

Friday, 5 February 1864. 

At 1 p.m. we sighted a southbound steamship which turned out to be the EX. CLARK [?] 

from Washington with troops for New Orleans. We sent a boat over. The troops 

welcomed us with three cheers which were duly answered by us. The weather has been 

windy today. 

Saturday, 6 February 1864. 

Nothing remarkable today. Are drifting and cruising in approximately 33 degrees N 

latitude and 77 degrees W longitude. 

Sunday. 7 February 1864. 

At 10 a.m., as he does on the first Sunday of each month, the Captain read the navy 

regulations to the crew. This afternoon some unpleasantries were exchanged between the 

Captain and Mr. Harding, our navigator. The Captain then indicated to the latter that he 

should consider himself under arrest. Mr. Hopkins was asked to take care of the duties of 

the navigator until further notice. Since noon we are bound for Beaufort because our coal 

supply is almost exhausted. 



Monday, 8 February 1864. 

By daybreak we arrived off Beaufort. A pilot came on board soon thereafter, and by 9 

a.m. we anchored inside the bar. Since we were here the last time a great anxiety has 

spread among the population. Only a few days ago the rebels successfully attacked this 

part of the state with cavalry and took a considerable number of our troops prisoner. The 

gunboats MERCEDITA and EMMA, long finished with their coaling, had been held back 

to defend the town with their guns against a possible new attack rather than rejoin the 

blockading fleet. Have had a pleasant day with westerly winds. 

Tuesday, 9 February 1864. 

This morning I accompanied the navigator to the supply ship in order to get some needed 

items. A part of the crew had shore leave today. Are busy cleaning and painting the ship. 

The weather is excellent but cool. 

Wednesday, 10 February 1864. 

Nothing remarkable today. The men are busy scraping and painting the iron parts of the 

ship. Another portion of the crew had the opportunity to go ashore today. I, personally, 

did not feel like going. The excitement here has subsided because the rebels have not 

been seen anywhere close in the past days. 

Thursday, 11 February 1864. 

This morning the gunboats MONTICELLO and HOWQUAH arrived. The 

NANSEMOND put to sea this afternoon while the SASSACUS entered the harbor. The 

latter comes from Charleston where she has chased two blockade runners onto the beach. 

This evening a coal ship came alongside. 



Friday, 12 February 1864. 

The HOWQUAH went north this afternoon. Are busy coaling. The weather continues to 

be very pleasant. 

Saturday, 13 February 1864. 

The men are busy coaling. The commanding officer of the MERCEDITA came here at 1 

a.m. to report a disturbance that had just taken place on board his ship. Several of the 

officers had mistreated some of the enlisted men after consuming too much alcohol. The 

TUSCARORA arrived here at 8 a.m. Shortly after noon the MERCEDITA left and 

anchored outside the bar. Why this was done I do not know. 

Sunday, 14 February 1864. 

At 10 a.m. this morning I was asked to report to the First Lieutenant. He asked me 

whether I would like to become master-at-arms of this ship. Although I had no idea of 

this proposal beforehand, it did not take me long to make up my mind, and I answered in 

a negative way. The First Lieutenant then got J.W., captain of the foretop, to take the 

position. The man who had been master-at-arms before had shore leave the other day, got 

himself drunk and then offended some of the officers. The next day he was brought 

before the Captain and placed under arrest. The man will face a court martial. He is a 

true good-for-nothing and does not deserve any better. 

Monday, 15 February 1864. 

At 10 a.m. the gunboat MARATANZA arrived here from Old Inlet. This afternoon all 

kinds of rumors could be heard pertaining to an attack the rebels are reported to have 

made on New Berne. We have had a wet day, but the coaling continued without 

interruption. 



Tuesday. 16 February 1864. 

The gunboat CAMBRIDGE arrived here today 

west. Finished coaling. 

Wednesday, 17 February 1864. 

Last night the temperature fell below the freezing point and it has been extremely cold all 

day. The SASSACUS put to sea this morning. The gunboat PEQUOT arrived here at 4 

p.m. flying a quarantine flag. 

Thursday, 18 February 1864. 

The steamer SPAULDING left for Fort Monroe today. This afternoon the gunboat 

KEYSTONE STATE arrived outside the bar and sent a boat to the commanding officer 

here. It is being reported that she will go up to New Berne. By 5 p.m. the prize steamer 

PET from Nassau, N.P., entered the harbor. Bound for Wilmington from Nassau, she had 

been captured by the MONTGOMERY near Lockwood's Folly . It has been very cold all 

day and it began to snow this evening. N.B. On Tuesday I sent a letter to R.L. Shaw, 222 

Water Street, New York, containing $5. 

Friday, 19 February 1864. 

The steamer MOUNT VERNON arrived here today, and so did the NANSEMOND. 

Some of our marines were sent on board the prize steamer PET today. This morning the 

upper deck was covered by some 6 inches of frozen snow which was later removed by the 

men. We were busy replenishing our fresh water supply today. The weather has been 

very cold, but sunshine and blue skies since 10 a.m. 
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Dry weather with strong winds from the 



Saturday, 20 February 1864. 

At 8 a.m. a boat returned our marines who had been sent to the PET yesterday. Our 

former master-at-arms who had undergone court martial the day before yesterday was 

transferred to the prize steamer that went north today. The NANSEMOND sailed this 

afternoon while the SHENANDOAH arrived at 5 p.m. The men are busy painting the 

ship. I have been occupied today with preparations for Washington's birthday. The 

weather has been rather fine with light westerly winds but still very cold. 

Sunday, 21 February 1864. 

This morning the DACOTAH and TUSCARORA left at the same time that the STATE 

OF GEORGIA arrived here from Old Inlet. We quartermasters continued our 

preparations for the celebration tomorrow. The men have been busy today painting the 

ship, and nobody seemed to realize that today was Sunday. The weather was pleasant and 

almost warm. 

Monday, 22 February 1864. 

At sunrise this morning we decorated the ship with flags while the Fort fired a salute. 

Several of the other ships were also decorated for the occasion but others had done 

nothing to honor this day. At noon the STATE OF GEORGIA and the EMMA engaged 

in a simulated battle engagement which was exciting to watch. The steamer FLORIDA 

and the NEW BERNE arrived this afternoon. Fortunately we had very fine weather to 

celebrate this day. 

Tuesday, 23 February 1864. 

Have been busy today taking on fresh provisions from the NEW BERNE. This afternoon 

signal quartermaster Seth Dean was sent over to the NEW BERNE to be taken to the 

Norfolk hospital. The MARATANZA and the CAMBRIDGE put to sea today. 
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Wednesday. 24 February 1864. 

The NEW BERNE left this morning. We are busy painting the ship's bulwarks. The 

news I recently read about the war in Schleswig-Holstein is rather encouraging and it 

looks now as if the storm which had been gathering there for quite some time will pass 

quietly. We had a pleasant, warm day. 

Thursday, 25 February 1864. 

Nothing remarkable today. This afternoon 4 of our boats engaged in a rowing 

competition, and now there is much dispute about who came in first. I personally believe 

that the second cutter won the race. There is a good chance that we will put to sea 

tomorrow. 

Friday, 26 February 1864. 

At 6 p.m. we began to raise our port anchor. The pilot came on board at 7:30 a.m. but 

stated that he did not dare take the ship across the bar because of the heavy easterly swell. 

We then dropped our port anchor again. By daybreak a brigantine was seen beached near 

Shackelfort Point. This morning we had strong westerly winds, but the weather improved 

as the day went on. Have been busy this afternoon trying to fix the chronometer. The 

EMMA left this afternoon while the NEW BERNE arrived and anchored outside the bar 

at the same time. 

Saturday, 27 February 1864. 

The pilot came on board 8 a.m. and stated that again it would be too dangerous to take the 

ship across the bar because of the tide being too low. The Captain sent the pilot in a boat 

to the bar in order to sound the water depth. When he returned he said that he had found 

only 15 feet of water; our ship draws 14' 4" at the stem. That would be a close call. 

Weather fine today with an easterly breeze. The QUAKER CITY arrived here yesterday 



while the N E W B E R N E continued north this morning without entering the harbor. A 

transport brought the news yesterday that a war have recently started in Schleswig-

Holstein. The New York newspaper reported a battle near Missunde in which almost 600 

soldiers were killed. [Sebelin's birthplace of Dorotheenthal is located just a few miles 

from Missunde.] I am very worried about my parents and I can only hope that God will 

help them in the misery that has descended upon our country. I can hardly wait for the 

next newspapers. 

Sunday, 28 February 1864. 

At 10 a.m. we left Beaufort harbor and reached the open sea without grounding on the 

bar. Since 11 a.m. we are steering SSW at 8 knots. Very fine weather. 

Monday, 29 February 1864. 

Nothing of interest has happened today. Saw several sails steering north. Weather warm 

and pleasant. 

Tuesday, 1 March 1864. 

Around 7 a.m. the look-out on top of the main mast reported a sail a little to our port bow. 

We stood for the sail at once and soon saw that it was a blockade runner. We pressed on 

at top speed and by 8 a.m. the steamer was within gun range. Soon after we fired a gun. 

The steamer surrendered immediately and we took formal possession of our prize. Most 

of the crew were brought here on board. The steamer's name is SCOTIA, she is a small 

iron steamship built in England. She had left Wilmington yesterday with a cargo of 

cotton bound for Nassau. The prize crew consists of Mr. Reville as prize captain, Mr. 

Howland and some 15 men. Their instructions are to take the ship to Boston. At 4 p.m. 

the SCOTIA got under way to go north while we steered SW. Since 3 p.m. strong 

southwesterly winds. For some time officers and men had contributed voluntarily the 



sum of $80 as a reward to go to the man who would be the first to report a prize. N o w it 

happened today that both look-outs sighted the SCOTIA virtually simultaneously and 

therefore each one of them received an equal share of the said sum. 

Wednesday, 2 March 1864. 

We had a rough and windy night, but it had calmed down considerably by 10 a.m. and 

this afternoon was rather pleasant. During the night we sighted a vessel close by with its 

signal lights hoisted, most likely the DACOTAH. This afternoon we saw black smoke 

over the horizon. We headed for it and soon identified the approaching steamer as the 

gunboat VICKSBURG. Her Captain came here on board and stayed for several hours 

before he took his vessel closer to the coast which is easily visible. Since 5 p.m. our 

course is SSE. 

Thursday, 3 March 1864. 

Sighted the DACOTAH this afternoon and soon thereafter spoke the prize steamer 

CUMBERLAND bound for Boston from Key West. Its officer in command was anxious 

to know where he could replenish his coal supply. Our Captain advised him to go to 

Beaufort. The CUMBERLAND reports having sighted a northbound blockade runner 

this afternoon, but Captain J. G. A. ignored this report. 

Friday, 4 March 1864. 

This afternoon we spoke the schooner IDAHO from New York bound for Port Royal and 

at 4 p.m. the steamer UNION 48 hours out of New York. Received some recent 

newspapers from the latter, including a report that a Prussian frigate has been captured by 

the Danes. 



Saturday, 5 March 1864. 

At 10 a.m. we spoke the steamer GRAND GULF. Her captain came here on board for 

several hours. Around 5 p.m. we sighted a blockade runner and pursued until 6:30 p.m., 

slowly at first then gradually gaining speed. At sundown we lost the steamer out of sight. 

Our prisoners give the name of the blockade runner as MARS, a steamer with one mast 

and one stack only. 

Sunday, 6 March 1864. 

This morning an inspection was held and the Captain read the navy regulations. Our 

afternoon position was just off the southern tip of the Frying Pan Shoals. This evening I 

had a talk with H. Joh. [?] about the war at home and the need for Germany to have a 

navy of her own. I am now determined to return to my country as soon as my service 

here is over. After all, I only came here to leam a profession that might be of use for 

Germany at some time in the future. May God assist me in doing whatever I can for my 

oppressed people and give me the strength and wisdom to know what is best and to 

become a humble servant of Germany! Amen. 

Monday, 7 March 1864. 

Around 2 p.m. we sighted the fleet outside Old Inlet and arrived there at 3:30 p.m. Got 

our mail from the QUAKER CITY, and among the letters was one for me from R.L. 

Shaw in New York. Weather very pleasant today. We learned today that the 

PETERHOF has sunk in 19 fathoms of water following a collision with the 

MONTICELLO. Fortunately nobody lost his life in this accident. Weighed anchor at 5 

p.m. and stood out to sea. 



Tuesday. 8 March 1864. 

At 10 a.m. this morning we sighted the coast and found ourselves outside Beaufort 

Harbor. We fired a few shots to make our presence known and soon after a tug came out. 

It was sent back with a notice to the commanding officer ashore. The tug returned at 3 

p.m. to take over the crew and passengers of the SCOTIA, some 30 men altogether. The 

MONTICELLO is anchored just outside the bar. She has suffered badly in the collision. 

Her captain visited here for a short while. Are under way since 6 p.m. steering south. 

This morning we ran into several heavy thundershowers with lightning striking the 

lightning-rod on the foremast. No damage resulted. 

Wednesday, 9 March 1864. 

Continued on a southerly course all night. Saw a few sail ships during the day. Weather 

has been warm and windy today. 

Thursday, 10 March 1864. 

Had a very stormy day. The storm moved in last night from the S, in the evening it 

veered to SW and eased a little. 

Friday, 11 March 1864. 

Today several changes were announced regarding the watch schedule for quartermasters. 

From now on I will be exempted from standing regular watch and only be responsible for 

my duties as signal quartermaster. Weather improving. 

Saturday, 12 March 1864. 

We have had a very fine day. This afternoon we signaled with the gunboat PEQUOT. 

My only duties now are to assist the navigator. 



Sunday, 13 March 1864. 

Nothing remarkable today. Our present position is 34 degrees N latitude and 76 degrees 

W longitude. Our Captain hopes to intercept some of the Bermuda blockade runners. 

Monday, 14 March 1864. 

This afternoon we encountered the steamer COLUMBIA 48 hours out of New York. 

Received some newspapers. 

Tuesday, 15 March 1864. 

At 4 p.m. this morning we spoke a barque. Around 1 p.m. a cotton bale was seen floating 

in the water. A boat was lowered and the bale hoisted onto the deck. Later on we sighted 

4 more bales and picked them up in the same manner. The bales are well-preserved and 

do not seem to have been in the water very long. 

Wednesday, 16 March 1864. 

This morning we saw the gunboat PEQUOT and later on the small schooner 

YORKTOWN bound for New York from Folly Island. At 8 p.m. we sighted a vessel to 

our south, stood for the steamer at once and manned battle stations. After an hour's 

pursuit we could identify the ship as a schooner and learned that it was bound from 

Philadelphia for Port Royal. 

Thursday, 17 March 1864. 

At 1 p.m. we met the cruisers VICKSBURG and ARIES some 30 miles south of Old 

Inlet. The two captains came here on board and all three ships had a good opportunity to 

see which one was the fastest. It did not take us long to leave the ARTES as well as the 

VICKSBURG far behind. We anchored near our fleet at 4 p.m. and found the NEW 
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BERNE there. Our doctor left us today and another has taken his place. We weighed 

anchor at 10 p.m. and steered south. Otherwise nothing important. 

Friday, 18 March 1864. 

Nothing unusual today. Our stand-by position is only a few miles south of Frying Pan 

Shoals. Today I read the latest news about the war in Schleswig-Holstein. The Danes 

have been forced to retreat all the way to Diippel. 

Saturday, 19 March 1864. 

At 10 a.m. we saw the North Carolina coast, and three hours later Fort Macon and the 

ships inside Beaufort Harbor came in sight. We signaled for a pilot and fired three gun 

shots to make our presence known. Still none of the lazy pilots came out although the 

wind and the swell did not present any major problems. The CAMBRIDGE arrived at 5 

p.m. At 6 p.m. we anchored outside the bar. 

Sunday, 20 March 1864. 

At 9 a.m. the small steam tug brought our mail. I received a Nautical Almanac which I 

had ordered from New York. We weighed anchor at 1 p.m. and drifted until 3:30 p.m. 

Then we stood for the inlet. The First Lieutenant sent for me to take over the helm while 

we were crossing the bar. We grounded rather violently, and when we entered the harbor 

we were forced to drop one of the anchors to swing the ship around. By 5:30 p.m. we 

were rode safely at both anchors. The pilot came out to us only at 10 a.m. this morning 

and gave us an apology to the effect that he had been unable to see us from his house. 

Monday, 21 March 1864. 

We began coaling from a schooner. The TUSCARORA, DACOTAH and NIPHON 

sailed this afternoon while the GRAND GULF arrived here at the same time and 
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anchored. The weather has been cold and rainy today which is quite unusual for this time 

of the year. 

Tuesday, 22 March 1864. 

Had very bad weather, stormy and rainy all day long. Continued coaling this morning but 

had to suspend it around 10 a.m. due to the poor weather. Soon after noon we signaled 

for the tug to take away the coal schooner. After an hour's delay this was finally done. At 

4 p.m. the storm was at its worst and after another hour we lowered all yards and spars. 

The wind is blowing from the NE, barometric pressure at 29.64". 

Wednesday, 23 March 1864. 

Last night's storm has eased and the day has been rather pleasant although extremely cold 

for the season. We sent the yards and spars up again after breakfast and at 9 a.m. took a 

coal schooner alongside which we had emptied by 7 p.m. The steam tug immediately 

brought another schooner. On 6 March the GRAND GULF captured the blockade runner 

MARY ANN after a three hour chase. 

Thursday, 24 March 1864. 

This morning the gunboats FLORIDA, KEYSTONE STATE and FAHKEE arrived here 

and anchored in the harbor while the gunboat BRITANNIA left for New Berne this 

afternoon with several smaller vessels in tow. Our men are very busy coaling. Weather 

very fine today. 

Friday, 25 March 1864. 

Although today is Good Friday work goes on as usual. We finished coaling this 

afternoon and the boats were sent ashore to get a number of necessary items. Mr. 

Hopkins and I went over to the supply ship and received what we are entitled to. Around 
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3 p.m. the wind freshened up, and two hours later heavy rain showers moved in from the 

SE. 

Saturday, 26 March 1864. 

By morning the wind had calmed down considerably and the day has been rather pleasant. 

By daybreak the men hove in the anchor chain and checked it out properly. All this lasted 

until 9:30 a.m., and we then had breakfast. Later on we washed down the deck and 

passageways. The PEQUOT left today, and the BRITANNIA returned from her 

expedition. At noon the various mess attendants were allowed to go ashore to do 

necessary shopping, the party leaving at 1 p.m. Around 6 p.m. their boat lay alongside a 

schooner and our men were seen fighting with each other on the upper deck. Mr. Wallace 

called two petty officers and me into a boat, and the four of us rowed over to the schooner 

as quickly as possible. Mr. Wallace then separated the fighting parties and ordered our 

men back into the boat. This was accomplished without further problems. The master-at-

arms and I went into the boat of the drunk men and we returned in due course to our ship. 

It turned out to be very difficult, however, to get the men on deck, and one of them fell 

overboard. Fortunately I got a hold on him and could drag him back into the boat. It is 

still a mystery how the men managed to get drunk since all liquor is prohibited in this 

town. Even the master mate, Mr. Stanfield, who was in charge of the boat, was far from 

sober. At 7 p.m. we received a new anchor and it took us more than an hour to clear the 

cable and moor the ship properly. Today I mailed letters to R.L. Shaw, Cassidy and 

Dean. 

Sunday, 27 March 1864. 

It could hardly be noticed that today was Easter Sunday as we carried out our normal 

Sunday routine. This afternoon I visited Fort Macon with several others. The Fort is 
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rather insignificant and hardly suited to withstand a siege. This morning the gunboat 

CALYPSO arrived here from Fort Monroe. 

Monday, 28 March 1864. 

This morning the SHENANDOAH dropped anchor in the harbor. Due to heavy rolling 

and pitching this vessel has lost its bowsprit and its mast just above the shrouds. She will 

have to be fitted with a new foremast. The damage shows clearly that she is not the most 

seaworthy of vessels. Have been very busy taking in provisions. I sorted out the boat 

signals today. 

Tuesday, 29 March 1864. 

The HOWQUAH arrived here from Fort Monroe at 8 a.m. At 9 a.m. a pilot came on 

board. An hour later we had weighed both anchors and got under way. While crossing 

the bar our ship grounded only once and only slightly so. The pilot left us at noon and at 

3 p.m. it freshened up from the SE. At the same time the swell became rather high, thus 

indicating that it must have been very stormy not too far from here. The CAMBRIDGE 

left Beaufort shortly after us. The master mate Mr. Stanfield who got so drunk last 

Saturday was ordered back to his duties by the Captain today after a few days under 

arrest. Everyone had expected that he would get a stiff sentence as would have been 

customary for ordinary seamen and petty officers even in the case of minor offenses. But 

it seems to be true after all that there are two standards, one for enlisted men and one for 

officers! 

Wednesday, 30 March 1864. 

Last night the CONNECTICUT rolled and pitched considerably, but around 8 a.m. the 

sea calmed down again. This afternoon we gave chase to a smaller schooner by the name 

of SOPHIA, formerly of Nassau and now bound for a northern port as the prize of the 
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bomb schooner DAN SMITH. Our afternoon position was some 25 miles south of Cape 

Lookout. 

Thursday, 31 March 1864. 

At 11 a.m. this morning we sighted black smoke on the northern horizon. We stood into 

that direction for a while until we could see Cape Lookout and became convinced that its 

source was ashore. This afternoon we encountered several sail ships and a northbound 

steamer. 

Friday, 1 April 1864. 

The morning dawned beautifully on a smooth sea, but by 8 a.m. it got windy again. 

Around noon we sighted a blockade runner and gave chase at once. We soon were 

gaining on the steamer. Around 2 p.m., however, heavy rain showers reduced visibility 

and as a consequence we lost the stranger out of sight. I am convinced that, had it not 

been for the poor weather, we would have had the blockade runner within range before 

nightfall. The steamer had only one stack and one mast. 

Saturday, 2 April 1864. 

At 9 a.m. a storm began to building up from the west and the ship rolled heavily in a high 

swell. I had the mishap of breaking one of the side lanterns. Saw several sails this 

afternoon. 

Sunday, 3 April 1864. 

We sighted the coast by daybreak this morning and at 7.30 a.m. anchored outside 

Beaufort. The steam tug brought mail for us. This afternoon the KEYSTONE STATE 

and the FAHKEE put to sea. We had hoped to meet the NEW BERNE here to get our 
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officers back who had gone north in the SCOTIA. Weighed anchor at 6 p.m. and are 

steering south. 

Monday, 4 April 1864. 

This morning we sighted a barque and soon after at 2 p.m. the northbound transport 

ARAGO. The paymaster had the men sign for their back pay covering the past 3 months. 

I signed for $274.88. Weather foggy, intermittent rain showers. 

Tuesday, 5 April 1864. 

Nothing exceptional today. Our afternoon position is just south of Frying Pan Shoals. 

Wednesday, 6 April 1864. 

Steered south last night and by daybreak found ourselves in a good position to intercept 

any blockade runners that may have departed Wilmington for Nassau last night. But we 

saw nothing. This afternoon we had battle stations drill. I am busy making a new boat 

flag, still most of my time is occupied in assisting the navigator. I do not regret this at all 

because it gives me a good opportunity to leam more about navigation. 

Thursday, 7 April 1864. 

At 5 p.m. we sighted intermittent black smoke far to the northwest. We headed into that 

direction at once and were soon able to see that the stranger was a side-wheeler with one 

stack and one mast. Although we hardly exceeded 12 knots, the distance to the steamer 

had decreased to only 5 miles by sunset. But after dark we lost the steamer out of sight 

and gave up the chase around 8 p.m. At that time our position was some 25 miles off Old 

Inlet and we could see the reflection of a fire ashore near Lockwood's Folly. Everyone on 

board had expected that the blockade runner would become our prize, and now everybody 

is deeply disappointed. 
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Friday, 8 April 1864. 

At 11 a.m. this morning we dropped anchor outside Beaufort Harbor. A little later the 

FORT JACKSON anchored close to us. She has just come back from Norfolk and had 

some mail for us. The steam tug reports that the NEW BERNE has not showed up yet. 

The MARATANZA sailed this afternoon. Weighed anchor at 6:30 p.m. and steered 

south. 

Saturday, 9 April 1864. 

By daybreak we saw several ships but none of the kind we were eager to see. The day has 

been rainy and unpleasant with southeasterly winds. 

Sunday, 10 April 1864. 

Had a pretty nice day. Our position is less than 30 miles off Cape Fear. Hovering so 

close to the coast causes some dissatisfaction among officers and men alike, but the 

captain seems very anxious to meet the NEW BERNE. 

Monday, 11 April 1864. 

Today exactly 8 months have passed since my first entry in this diary. It is amazing to see 

how quickly the pages filled up. We have had a lovely day and are cruising east of the 

Gulf Stream in 33 degrees and 50 minutes N latitude and 76 degrees and 30 minutes W 

longitude. I hope to receive a letter soon from my parents across the ocean. Even though 

their news may not be very encouraging it is hard not to hear from one's parents when 

they are suffering through a devastating war. 
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Volume II 

Tuesday, 12 April 1864. 

At daybreak we exchanged signals with the EUTAW and around 7:30 a.m. the look-out 

on the mast reported seeing black smoke. We headed at once into the direction given and 

soon saw a two-stacker with two masts. We did everything possible to close in on the 

steamer that could now be identified as a blockade runner. By 10 a.m. the 

MONTICELLO joined in the chase off to starboard, but the latter soon fell behind and at 

2 p.m. gave up. By noon our distance to the stranger had decreased only slightly although 

we made 13.5 knots. Suddenly, at 3 p.m., the blockade runner changed course and we 

gained considerably on him so that we could see its silhouette clearly by 5 p.m. But from 

then on the distance remained almost the same, and shortly after sundown we lost the 

blockade runner out of sight. We are almost sure that the steamer was the ST. 

PETERSBURG bound for Wilmington from Bermuda. Since the beginning of the pursuit 

until 8 p.m. we had steered mainly westerly courses and by sunset found ourselves only 

30 miles from Wilmington. We then turned around and steered SE. 

Wednesday, 13 April 1864. 

Had several heavy thundershowers last night. By daybreak we sighted the GRAND 

GULF some 6 miles west of us and also a sail to the east which we could not identify at 

first. After a short chase we realized that it was a merchant ship. At 1 p.m. we 

exchanged signals with the steamer GEORGE WASHINGTON bound for New Orleans. 

At 3 p.m. the GRAND GULF approached us and her captain came on board. The latter 

has not had more luck than we since leaving Beaufort and has seen black smoke only 

once. At 5 p.m. the GRAND GULF left again while we are now steering NE. This 

afternoon the weather was very pleasant and rather warm. 



Thursday, 14 April 1864. 

Saw two of our cruisers this morning at 6 a.m., one of them was the FORT JACKSON. 

Otherwise nothing remarkable today. The weather has been very fine today, only towards 

evening it got rainy again. 

Friday, 15 April 1864. 

Last night and during the morning we had very wet weather with northeasterly winds. At 

2 p.m. we met the steamer GEORGE CROMWELL and sent a boat over. The steamer 

left New York on 13 April and is bound for New Orleans. We received a number of 

recent newspapers, but I have not seen any of them yet. Today is Emma's 19th birthday. 

Only in my thoughts can I wish her all the best for the next year. 

Saturday, 16 April 1864. 

Sighted the MONTICELLO by daybreak and several sail ships during the day. Had 

intermittent rain showers today. 

Sunday, 17 April 1864. 

Saw Cape Lookout Lighthouse at 8 a.m. and cast anchor near the buoy outside Beaufort 

Harbor at noon. Took a pilot on board, crossed the bar and anchored inside the harbor at 

3:30 p.m. There are several ships here belonging to the blockading fleet. It is rumored 

here that the steamer we chased on 12 April ran our blockade outside Old Inlet the 

following morning and reached shelter safely under the enemy guns. 

Monday, 18 April 1864. 

A coal schooner was brought alongside and we began coaling immediately. The gunboat 

KANSAS got here this morning, the KEYSTONE STATE and the GRAND GULF 
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arrived this afternoon. The N I P H O N put to sea this morning to rejoin the blockading 

squadron. 

Tuesday, 19 April 1864. 

This morning the C A M B R I D G E arrived and later on an army transport. In the evening 

one could see the Q U A K E R CITY and the P E Q U O T anchored outside the bar. At 

sundown 15 men armed with rifles were sent ashore, with the other ships detaching 

parties of similar strength. These men are supposed to defend the town against all kinds 

of attacks because the army garrison here is too weak. Today we got our grog allowance, 

$4 per man. The weather has been wet, cold and stormy from the NE. 

Wednesday, 20 April 1864. 

The Q U A K E R CITY went north today and the F A H K E E put to sea. W e are busy 

coaling. Again 17 armed men were sent ashore tonight to defend Morehead City against 

rebel attacks. Have been busy today scraping and cleaning the wheel. Weather pleasant 

but a little cool. 

Thursday, 21 April 1864. 

W e stood sea watch last night and prepared the guns and everything else for a fight. W e 

know that a rebel ironclad is on the river near N e w Beme. The ironclad has already 

destroyed 4 of our gunboats and is expected to arrive here any hour now. The men we 

sent ashore last night are in a Fort near Morehead City. Many people are worried, I 

myself only slightly so. Finished coaling today. 
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Friday. 22 April 1864. 

The day has been very fine and it looks as if summer is coming after all. The 

TUSCARORA and CALYPSO left today. The anxiety over the ironclad has abated to 

some extent. 

Saturday, 23 April 1864. 

The gunboats VICKSBURG, KANSAS and CAMBRIDGE put to sea today. Our men 

who had been stationed near Morehead City returned this evening. Have had a warm and 

lovely day. 

Sunday, 24 April 1864. 

At 10 a.m. the transport NEW BERNE anchored outside the bar. A tug went out and 

brought back two of our officers and two engineers who had gone north in the SCOTIA. 

We also received some mail, but there was no letter for me although I had been so sure to 

hear from my parents. The tug also brought some fresh meat and ice from the NEW 

BERNE. Weather wet and foggy. I copied the log table today. 

Monday, 25 April 1864. 

This morning everything was ready for us to sail, still the pilots refuse to take the ship 

across the bar as long as the strong southerly winds prevail. The MONTICELLO 

anchored outside the bar around noon. The latter had a sail ship in tow whose masts had 

gone over the side. Had dry but very windy weather. 

Tuesday, 26 April 1864. 

This morning the gunboats VICTORIA and MONTICELLO entered the harbor. The 

STATE OF GEORGIA had been outside the bar since daybreak but could not make it 
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inside because of the low tide. The captain is like everyone else very anxious to put to 

sea, still the pilots are not willing to take us over the bar. 

Wednesday, 27 April 1864. 

We weighed anchor at 10 a.m. and left the Beaufort Harbor after grounding on the bar 

twice rather violently. The KEYSTONE STATE and the VICTORIA sailed a little before 

us and the GRAND GULF a short while after us. Since noon we are steering south. 

Excellent weather. 

Thursday, 28 April 1864. 

The day dawned beautifully, but no vessels were sighted until 2 p.m. We then spoke the 

steamer MERRIMACK from New Orleans. The latter reports that our troops have lost a 

battle on the Red River. Soon after we spoke the steamship COLUMBIA from Havana. 

The NE wind freshened up in the evening. 

Friday, 29 April 1864. 

Absolutely nothing remarkable today. Are drifting in the Gulf Stream most of the time. 

This evening we saw a barque steering north. The weather is pleasant. 

Saturday, 30 April 1864. 

Saw only a few sailing vessels in the course of the day. Weather warm and pleasant. 

Sunday, 1 May 1864. 

An inspection was held this morning with the captain reading the navy regulations. 

Excellent weather. 



Monday. 2 M a y 1864. 

By daybreak we saw a steamer soon identified as the MONTICELLO. In the course of 

the morning we passed several sail ships, and at 10 a.m. we sighted a steamship that 

steered to the SW and resembled an American packet boat. Around noon our distance 

from the stranger was some 7 miles. We fired 2 warning shots to indicate to the vessel 

that we would like to speak to it. But the steamer disregarded our signals. We fired 

several rounds with the 100-pounder rifled gun, but that too was without apparent results. 

The strange conduct of the supposed packet boat caused our Captain to become 

suspicious and to give chase. Toward evening we fired again a few rounds with the rifled 

guns, but all shots fell short of their target. By sundown at 7:30 p.m. we lost the steamer 

out of sight and changed course to the north. I believe the steamer was the packet boat 

EVENING STAR en route between New York and New Orleans because her course 

could not possibly be that of a blockade runner. Our average speed today was 11 knots. 

Tuesday, 3 May 1864. 

At 8 p.m. we sighted a blockade runner steering north for Wilmington. We forced her to 

change course for the south. The steamer was very fast soon left us far behind. During 

the morning we only made 11 knots. Shortly after noon the blockade runner changed 

course again, this time to the east in an attempt to overtake us and head again for her 

destination. While executing this maneuver she got within range of our guns and around 

1:30 p.m. we fired our 100-pounder scoring a near-miss. We then opened up with the 30-

pounder as well as with the big rifle, and although we did not hit her the blockade runner 

was forced to turn away again to the south. So far our ship had made only 11 miles per 

hour, but now our engineers did everything to increase our speed. We managed to add 

two more knots to our speed which enabled us to gain gradually on the steamer. 

Although he realized the futility of his action clearly enough, our Captain could not 

refrain from continuously firing at the blockade runner which kept us from pursuing the 
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stranger on a straight course. By sundown the steamer was no more than 2 miles from us, 

and it happened just then that the barrel of our forward 30-pounder rifled gun split after 

the 101st round on this day, slightly injuring the First Lieutenant and several men of the 

gun crew. By 8 p.m. we were about to give up the chase because we could not see the 

blockade runner any longer when an officer standing close to me suddenly sighted the 

steamer on our starboard side. The blockade runner had reversed course and was headed 

north again. We steered west but soon lost our prey out of sight and steered south for 

Nassau. The blockade runner was a new iron-hulled two-stacker with two small masts. 

Wednesday, 4 May 1864. 

Today all talk revolves around what happened yesterday. We fired a total of 198 rounds 

during the chase, 97 of them 100-pounder rifled shots. There is great frustration about the 

Captain's poor and incompetent handling of this ship. This morning we did not see 

anything and therefore steered north again. Around 5 p.m. we sent a boat to the English 

schooner SEA VIEW, but her papers turned out to be in good order. 

Thursday, 5 May 1864. 

Sighted a blockade runner at 5 p.m., gave chase and gained considerably, but then lost her 

out of sight when darkness fell around 8 p.m. It was propeller steamer with one stack and 

two masts, obviously bound for Wilmington. 

Friday, 6 May 1864. 

Saw only a few sail ships today. Calm. 



Saturday. 7 M a y 1864. 

Today a member of the crew was tried by court martial over some threats he had made. 

Had a fine day. Are presently on the so-called Bermuda route, but did not see anything 

unusual. 

Sunday, 8 May 1864. 

Today the sentence of the court martial held yesterday was announced: loss of 2 months' 

pay and 2 months in double irons. 

Monday, 9 May 1864. 

Around 11:30 a.m. a steamer was sighted through the fog that lay over the ocean. We 

gave chase to the stranger and found out after a short time that she was indeed a blockade 

runner. We gained gradually on her, and by 2 p.m. she began throwing cotton bales over 

board. Soon after the blockade runner was almost within range of our guns, but we held 

our fire for another while. Our first shot, a 100-pounder, fell short and was disregarded 

by the blockade runner but the second shot convinced her that her fate was sealed, and so 

she stopped her engines. Our captain failed to notice this, and a third shot was fired. The 

blockade runner then hove to as a sign of surrender. We went alongside and learned that 

she was the English propeller steamer MINNIE en route from Wilmington to Bermuda 

since last night. I was sent aboard the MINNIE as a member of the prize crew. Before I 

left the CONNECTICUT, the First Lieutenant said to me that it was my primary task to 

take the ship safely to New York because the two officers who would be in command of 

the prize had no experience whatever as far as navigating a ship is concerned. He also 

indicated that he would recommend me for a promotion in case everything went well. So 

I took my belongings, including the quadrant and my books, and went over to the 

MINNTE at 8 p.m. I was ordered to take my things to the cabin because the prize captain 
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everything was ready for us to get under way. 

Tuesday, 10 May 1864. 

Our trip to the north began at 1 a.m. this morning. A favorable breeze from the SE 

enabled us to make almost 11 knots with all sails set. Our crew consists of seamen whose 

enlistment is over, 18 men altogether, officers included. The English Captain Mr. Gilpin, 

the chief engineer, the cook and the cabin stewards of the original crew remain on board. 

The rest of the men and some passengers have been transferred to the CONNECTICUT. 

At noon I ascertained our latitude and this evening I got our position by observing the 

North Star. The MINNIE is a modem steamer of approximately 500 tons, built in 

Glasgow with the only purpose of running the blockade. She has made only one 

successful trip between Wilmington and Bermuda. Her cargo consists of 600 cotton 

bales, 50 tons of tobacco and 12 barrels of turpentine. 

Wednesday, 11 May 1864. 

Got our latitude at noon by shooting the sun and saw that our position was not too far 

from Barnegat. A cast of the lead found us in 15 fathoms of water which convinced me 

that we were no more than 20 miles offshore. I then changed course for the coast, and at 

1 p.m. we sighted Barnegat Lighthouse. I was quite pleased because now everyone could 

see that my observations had been correct. At 5 p.m. we spoke the transport NEW 

BERNE and 7:30 p.m. anchored safely near Castell Gardens, New York. 



[No entries between 11 M a y and 10 June 1864.] 

Friday, 10 June 1864. 

I continue my diary after having neglected it for quite some time. Nothing unusual today. 

Our noon position was 33 degrees 12 minutes N latitude and approximately 77 degrees W 

longitude. Stopped the engines this afternoon and drifted. At 1 p.m. we met a Danish 

brigantine steering NE. 

Saturday, 11 June 1864. 

Nothing exceptional today. Weather pleasant. I signed today a promissory note for 41 

dollars I had borrowed from T. Wallace. 

Sunday, 12 June 1864. 

This morning we sighted a blockade runner and a little later the KEYSTONE STATE in 

pursuit. We also gave chase to the steamer, but despite an average speed of 12 knots we 

had not gained at all on the stranger by sunset at 7:30 p.m. So we gave up the chase. The 

KEYSTONE STATE had been 2 miles ahead of us throughout the pursuit but then broke 

off the chase as well. The blockade runner was an iron-hulled steamer of approximately 

400 tons with 2 masts, 2 vertical stacks, small paddles and a straight stem. She steered S 

throughout the chase. 

Monday, 13 June 1864. 

Very windy weather from the NE today with steady rain. In the Gulf Stream this 

afternoon the ship suffered from a heavy swell, but now near Frying Pan Shoals the sea is 

not quite so threatening. 
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Tuesday. 14 June 1864. 

The windy and rainy weather continues. Found out today that the bottom of the ship is in 

very bad shape and that parts of the keel have come loose. This afternoon at 6 p.m. when 

in 20 fathoms of water off Cape Fear we sighted a steamer on a southwesterly course. It 

was a very long propeller steamer painted black from the water line up to the bulwarks. 

The latter and a kind of quarter deck, which extended to the mizzen mast, were evidently 

painted in white. Between the main and fore masts was a superstructure. The steamer 

was rigged like a barque with small yards and topsails set. The stack was far aft between 

the mizzen and the mainmast. Our Captain did not want to close the stranger although 

the distance was hardly more than 3 miles. 

Wednesday, 15 June 1864. 

Our morning position was some 25 miles south of Beaufort close to the coast. Just for 

practice we fired our guns for an hour at the wreck of a steamer nearby. Then stood along 

the coast and sighted the beached blockade runner SHISTLER [?]. Around noon we 

anchored outside Beaufort, sent a boat in and received our mail. The KEYSTONE 

STATE cleared the harbor at 5 p.m. and steered north with a small prize in tow. 

Thursday, 16 June 1864. 

Weighed anchor at 4 a.m., rounded the reef near Cape Lookout and then steered north. At 

10 a.m. we spoke the cruiser GETTYSBURG. Passed Cape Hatteras at 5 p.m. Had 

excellent weather all day. 

Friday, 17 June 1864. 

Sighted Cape Henry at 7 a.m., took on a pilot at about the same time and anchored in 

Hampton Roads by 9 a.m. Weighed anchor again at 5 p.m. and stood for Newport News 
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where the Admiral is embarked in the R O A N O K E . There is no important news, neither 

from the Army nor from the Navy. 

Saturday, 18 June 1864. 

Nothing remarkable today. We ride quietly at anchor, our engines are shut off, and it 

appears that we will be coaling here. 

Sunday, 19 June 1864. 

This afternoon I visited the ROANOKE and had a good look around. But I can by no 

means share the opinion of many people who consider this armored ship the most 

excellent man-of-war presently afloat on the world's oceans. The crew of the ROANOKE 

unanimously desires to be transferred to another vessel. They say life on board there is 

almost unbearable, extremely cold in the winter and hot and humid in the summer. 

Monday, 20 June 1864. 

This morning we began to coal from a barque brought alongside. Weather pleasant and 

not too hot. 

Tuesday, 21 June 1864. 

This afternoon we finished coaling and washed down the deck. Many vessels in the 

service of the Army pass by, and daily several steamboats go down the James River to 

Fort Monroe carrying wounded soldiers. 

Wednesday, 22 June 1864. 

This afternoon the SASSACUS arrived here. Her bow has suffered considerably after 

ramming the rebel ironclad ALBEMARLE. The Captain, Roe, came here on board this 

afternoon. Considering the great service Captain Roe has rendered the government by his 
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assembled here. The senior fleet officers are either jealous towards this true hero or they 

are unable to appreciate his deeds properly. All hands received their month's pay today. 

I received $24 from the paymaster. 

Thursday, 23 June 1864. 

Weighed anchor at 4 a.m., stood for Hampton Roads and anchored again at 10 a.m. 

outside Norfolk. I accompanied the navigator to the arsenal to receive several items for 

our department. Many warships are presently here, and the dock is again capable of 

repairing all kinds of vessels. The weather is pleasant though rather hot. 

Friday, 24 June 1864. 

At 11 a.m. we weighed anchor and went down to Fort Monroe together with the cruiser 

FORT JACKSON. 

Saturday, 25 June 1864. 

Left Fort Monroe at 5 a.m. and put to sea steering south along the coast. Otherwise 

nothing unusual. Weather pleasant and warm. 

Sunday, 26 June 1864. 

This morning at 11 a.m. we anchored outside Beaufort and received the prize crew of the 

GREYHOUND except for Mr. Harding. Weighed anchor again at 7 p.m. and steered 

south. 

Monday, 27 June 1864. 

Are again in our hunting grounds but saw only a few sails. 
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Tuesday, 28 June 1864. 

At 4:30 a.m., at a distance of 5 miles, we sighted a blockade runner obviously en route to 

Wilmington. We gave chase at once but lost the stranger in thick and misty weather by 

7:30 a.m. Broke off the chase soon after and came rather close to the steamer AMERICA 

from New York. Around 10 a.m. we suddenly sighted the blockade runner again and 

continued the hunt until 12:30 p.m. when the steamer again disappeared in the mist. It 

was around 4 p.m. when we saw the blockade runner for a third time in a distance of 

about 4 miles. We immediately resumed the chase but after another hour we lost the 

mysterious stranger out of sight again. At times we made 11.5 knots today, but in spite of 

a rather strong NE wind we did not seem to be a match for the blockade runner. The 

latter was a relatively large paddle steamer with a high quarter-deck, an almost straight 

stem, two masts and two stacks rather far apart. 

Wednesday, 29 June 1864. 

This afternoon before sundown we sighted the FORT JACKSON. As we are in the Gulf 

Stream and the wind is from the NE, we have had a rather high swell today. Only a few 

miles outside the Gulf Stream the winds are gentle and the swell rather low. 

Thursday, 30 June 1864. 

By daybreak we sighted a steamer to the NE producing a lot of black smoke. We gave 

chase to this vessel and soon saw that it was a barque-rigged steamship similar to a man-

of-war. Around 5 a.m. we manned battle stations and prepared everything for a naval 

action, because at that time we were not sure whether the stranger was an enemy ship or 

not. By 7 p.m. we identified the steamer as a French transport and sent a boat over. We 

met the cruiser GETTYSBURG around 8:15 a.m., spoke the steamer CHARLES 

THOMAS at 2 p.m. and exchanged signals with the gunboat ALABAMA at the same 

time. By 4 p.m. we anchored outside Beaufort to fix a hole in one of our boilers. 
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Friday, 1 July 1864. 

We are still anchored outside Beaufort to repair the damage. All fires under the boilers 

are extinguished to facilitate the repairs. The KEYSTONE STATE arrived here this 

morning and left again this evening. 

Saturday, 2 July 1864. 

Still busy repairing the boiler. The weather is windy today. It is now expected that the 

CONNECTICUT will go to New York before long. 

Sunday, 3 July 1864. 

The KEYSTONE STATE arrived here around noon and delivered the English prize 

steamer ROUEN whom she had captured this morning after a 4 hours' chase. This 

afternoon the fires under our boilers were relit and we got under way at 6 p.m. steering for 

our hunting grounds. The weather has been very pleasant today. 

Monday, 4 July 1864. 

This afternoon we spoke the cruiser R.R. CUYLER bound for Fort Monroe. Although 

this is the biggest holiday in the United States, all kinds of work here on board went on as 

usual. Have had much rain today. 

Tuesday, 5 July 1864. 

Nothing remarkable. The FORT JACKSON was sighted this morning. 

Wednesday, 6 July 1864. 

At 6 a.m. we saw a paddle steamer with one mast and two stacks evidently bound for 

Wilmington. We gave chase at once and forced the blockade runner to change course to 

the north. But by noon the Captain broke off the chase when it became obvious that the 
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stranger went through the water faster than the CONNECTICUT. The KEYSTONE 

STATE then took over the pursuit. Are steering south since 3 p.m. Had a very fine day. 

During the chase our ship made 12 knots. 

Thursday, 7 July 1864. 

This morning we spoke the FORT JACKSON which brought our Captain's cook who had 

been left behind in Norfolk. Yesterday the FORT JACKSON chased a blockade runner 

from Wilmington that threw cotton bales over board and thus managed to escape the 

FORT JACKSON by its increased speed. Our position is 34 degrees 18 minutes N 

latitude and 76 degrees 25 minutes W longitude. 

Friday, 8 July 1864. 

This morning we saw the SANTIAGO DE CUBA and several sail ships in the course of 

the day. At 6 p.m. the sentence rendered by court martial against the Captain's cook was 

announced: loss of 2 months' pay. 

Saturday, 9 July 1864. 

Are on the Nassau route today, but did not see anything except for a few sail ships. 

Sunday. 10 July 1864. 

Nothing unusual today. Hooked three sharks this afternoon and brought them on board. 

Very fine weather. 

Monday, 11 July 1864. 

By daybreak we sighted the KEYSTONE STATE in pursuit of a blockade runner which 

was making black smoke. We joined in the chase, but as the steamer attempted to escape 

in a NE direction and with the KEYSTONE STATE being closer by 5 miles, we broke off 



the pursuit after an hour and a half to pick up a number of cotton bales the blockade 

runner had thrown overboard. W e lowered three of our boats and by noon had fished 93 

bales from the water and hoisted them onto the deck. The weather has been excellent and 

made us enjoy this business very much. Our share of the prize is estimated at 3 months' 

pay. 

Tuesday, 12 July 1864. 

Nothing exceptional today. Very pleasant weather. 

Wednesday, 13 July 1864. 

By daybreak w e sighted a suspicious steamship which we later identified as the gunboat 

ARIES. At 8 a.m. we passed the K E Y S T O N E STATE. Had some heavy rain showers 

this afternoon. 

Thursday. 14 July 1864. 

This morning w e saw a propeller steamer with 3 masts w h o m we at first suspected to be a 

blockade runner. W e gave chase, came closer to the stranger and then learned that she 

was one of our transports with troops for Fort Monroe from the Gulf. At noon we 

brought around and steered for Beaufort. At about 5 p.m. an alarm was sounded by 

officer of the deck who thought he saw the sea break not too far ahead of us. A closer 

examination revealed that his imagination had played a trick on him. Saw Cape Lookout 

Lighthouse at 7 p.m. 

Friday. 15 July 1864. 

Anchored outside Beaufort at 5 a.m. This afternoon Lt. Merryman came on board to go 

north with us. Received mail today and also the news that the rebel privateer 
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A L A B A M A has been sunk by the KEARSARGE. The gunboats M O N T G O M E R Y and 

EMMA arrived here at 5 p.m. 

Saturday, 16 July 1864. 

We left Beaufort at 8 a.m. and stood out to sea. Sighted Cape Hatteras Lighthouse at 8 

p.m. Captain Duff is a passenger here on board. The weather has been rough today. 

Sunday, 17 July 1864. 

Sighted the coast about 7 a.m. and continued north until we reached Cape Henry. Took a 

pilot on board at noon and anchored in Hampton Roads at 3 p.m. The Admiral has now 

hoisted his flag on the MALVERN. There are many vessels here at the moment. Our 

passengers left us today. 

Monday, 18 July 1864. 

Today an inspection of our boilers was held and soon a decision will be reached whether 

to proceed to New York or go cruising again. 

Tuesday, 19 July 1864. 

This morning it was announced that we are going to take on enough coal for a fortnight's 

cruise. We are chosen to search for and fight the FLORIDA. Still there is little 

probability that we will run into her. Began to coaling this morning from a vessel brought 

alongside. 

Wednesday, 20 July 1864. 

Suffered under a heavy swell last night. Are busy coaling. 



Thursday. 21 July 1864. 

Still busy coaling. This afternoon I was placed in charge of the second cutter and sailed 

up to the flagship. 

Friday. 22 July 1864. 

Suddenly this morning orders arrived to stop coaling and prepare to put to sea in the 

afternoon. Weighed anchor at 5 p.m. and reached the open sea. Rumor has it that we are 

bound straight for Boston. 

Saturday, 23 July 1864. 

Nothing remarkable today. W e are making 10 knots on a course that will take us to 

Boston. Saw several whales this afternoon. 

Sunday, 24 July 1864. 

Spoke the pilot boat W I L L I A M B E L L from N e w York this morning. By 3 p.m. we 

entered the South Channel, cleared it safely and expect to see Cape Cod Lighthouse 

around midnight. The First Lieutenant spoke to m e this evening and assured m e that he 

would do everything possible to secure a promotion for me. 

Monday, 25 July 1864. 

Took on a Boston pilot at 6:30 a.m., entered the harbor and anchored near the navy yard 

around 8:30 a.m.. W e had expected that the C O N N E C T I C U T would undergo extensive 

repairs here before being sent out again, but at 11 a.m. new orders arrived. W e are now 

scheduled to make a voyage to the Gulf of Mexico to deliver sailors to the various ships 

stationed there. Had dense fog and very rainy weather today. A small party went ashore 

this afternoon. Wrote a letter to Mr. Cassidy in N e w York. 
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Tuesday. 26 July 1864. 

This morning some 80 men whose enlistments have expired were sent to the OHIO to 

receive their back pay. Another party got shore leave this afternoon. I used this 

opportunity to see a photographer and had my portrait taken as I had promised my 

mother. I spent the evening at the theater with some of my comrades. 

Wednesday, 27 July 1864. 

When I came back this morning the men had already begun coaling. The Lieutenant 

ordered all petty officers to lend a hand in this business, and by 11 a.m. some 100 tons 

had been taken on from a barge brought alongside. This afternoon we received naval 

stores and provisions for the fleet. 

Thursday, 28 July 1864. 

The navigator sent me ashore this morning to get a number of items for our department. 

In the afternoon I went to the photographer who finally managed to take my portrait after 

several unsuccessful attempts. Took on board all kinds of supplies for the fleet. 

Friday, 29 July 1864. 

Today is my 24th birthday. Have been busy checking the steering gear and looking after 

the cables. This evening I wrote a letter to my parents. Took on the remainder of the 

necessary coal supply today. 

Saturday, 30 July 1864. 

Weighed one of the anchors at 9 a.m. and got ready to receive our passengers who arrived 

shortly after noon. There are some 700 of them on board now. Weighed anchor at 5 p.m. 

and were about to sail when suddenly 3 men jumped overboard in an attempt to reach the 

shore and double their bounty by enlisting again. The ship was stopped at once, a boat 



was lowered and the men were picked up from the water. The deserters were put in 

double irons and chained to bars on the upper deck. Incidentally, I was allowed this 

morning to go ashore for an hour to pick up my watch and to mail a letter to my parents. 

Sunday, 31 July 1864. 

The ship is overcrowded with men and nobody feels comfortable. This morning we 

sighted a steamship which at first we mistook for the FLORIDA and consequently we 

manned battle stations. But when we approached the suspicious stranger she turned out 

to be the English steamer CALEDONIA. Had dense fog and complete calm today. 

Monday, 1 August 1864. 

The voyage proceeds as planned. Had a rather pleasant day. 

Tuesday. 2 August 1864. 

Passed the GRAND GULF this morning and the DACOTAH later in the day. Both 

vessels were steering north. Had a rather rough swell from the SW today. Surprisingly 

only few of our passengers are seasick although many of them have never been to sea 

before. 

Wednesday, 3 August 1864. 

The weather has been very fine today, and our trip goes just as planned. Today is Ida's 

22nd birthday. Hopefully she had a good time. 

Thursday, 4 August 1864. 

At about 10 a.m. we saw the coast of South Carolina and a little later the lightship outside 

Port Royal. Anchored inside the harbor at 1 p.m. and sent some 200 recruits and supplies 

ashore. Admiral Dahlgren is here. 
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Friday, 5 August 1864. 

It was learned this morning that we are supposed to tow a monitor to Mobile. At noon we 

taking on some 90 tons of coal from a barque. Anchored in our old position by 10 p.m. 

Today two monitors and several gunboats arrived here from Charleston. 

Saturday, 6 August 1864. 

Moved the ship alongside another barque and resumed coaling. The weather is fine here. 

Sunday, 7 August 1864. 

Finished coaling at 2 a.m. in the morning, cast off the barque and anchored again. Got 

under way at 9 a.m. and put to sea. Encountered some heavy rain showers in the course 

of the afternoon. Our passengers did not like it at all because there is not space enough 

for all of them below deck. We are making good progress toward Key West. The rumor 

that we were supposed to tow one of the monitors was definitely false. 

Monday, 8 August 1864. 

Passed Cape Canaveral around noon, otherwise nothing remarkable. Weather rather 

pleasant. 

Tuesday, 9 August 1864. 

Passed Jupiter Inlet Lighthouse this morning, saw Cape Florida Lighthouse at 4 p.m. and 

the one on Carrysfort Reef around 8 p.m. Today we had a current of 3 knots against us. 

Wednesday. 10 August 1864. 

At about 9 a.m. we took a pilot on board and stood for Key West. We had to anchors 2 

miles off the island because it is under quarantine due to yellow fever. We exchanged 

signals with the commanding officer of the station, and about noon a tug came out. We 



have on board 225 recruits for the East Gulf Squadron, but due to the epidemic they will 

have go west with us. There are only few ships at Key West. Weighed anchor at 2 p.m. 

and steered west for Tortugas. Sighted the lighthouse at 7 p.m. and due to the Captain's 

carelessness it almost happened that we ran onto the reef there. Rumor has it that we are 

now bound for Mobile. 

Thursday. 11 Wednesday 1864. 

Had several rain showers today, otherwise nothing unusual. Today the recruits' baggage 

was searched in an attempt to find several stolen objects and return them to their rightful 

owners. 

Friday, 12 August 1864. 

At 11 a.m. we spoke a ship en route from New Orleans to New York. Her captain 

reported that our forces have been victorious lately in the Gulf and that two forts near 

Mobile have fallen into our hands. Sighted the coast of Alabama at 5 p.m. and anchored 

near our blockading fleet outside Mobile at 8 p.m. Have not yet spoken to any of the 

ships here. 

Saturday, 13 August 1864. 

At 3 a.m. this morning a fire could be seen in Fort Morgan, and it was not extinguished 

until 8 a.m. By 8:30 a.m. the gunboat GENESEE approached us and we followed her to 

an inlet into the Mobile Bay not covered by the guns at Fort Morgan. Unfortunately only 

shallow-draft vessels can use this entrance to the Mobile Bay. The main part of the fleet 

is inside the bay. By daylight at 7 a.m. on 8 August, Admiral Farragut managed to pass 

the rebel forts with three ironclads and 8 to 12 wooden ships and win the inner bay. This 

almost incredible undertaking was a full success. Our fleet suffered only insignificant 

losses. One of the monitors blew up, the number of casualties did not exceed 300. The 
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rebel ironclad T E N N E S S E E attacked our squadron inside the bay but was forced to strike 

her flag. Fort Gaines and Fort Powell also surrendered with 800 soldiers and provisions 

for an entire year. The whole operation was a brilliant success. When w e reached the 

inlet mentioned above w e anchored and a small steamer came out to take our Captain to 

the flagship. Shortly after noon we sent 225 recruits from board. Later in the afternoon 

w e weighed anchor and proceeded to St. Andrews. At 1 p.m. this afternoon the ironclad 

T E N N E S S E E , now flying the United States flag, approached Fort Morgan and opened 

fire. The Fort returned the fire from time to time but did not do any harm to the ironclad 

as far as we could see. There can be no doubt that Fort Morgan will have to surrender in 

the near future. 

Sunday, 14 August 1864. 

By 8 a.m. we arrived at the entrance to St. Andrews Bay. The barque RESTLESS is here. 

She has several men on board whose enlistments have expired, still we could not provide 

her with fresh recruits because the required papers were not at hand. After a short while 

w e got under way again and stood for St. Josephs where we supplied the barque 

PURSUIT with fresh recruits. At first our position was well offshore, then the captain of 

the barque led us several miles closer to shore and then we anchored for the night. 

Monday, 15 August 1864. 

At 5 p.m. those men of the PURSUIT'S crew came on board w h o m we are supposed to 

take north with us. Weighed anchor at 7 a.m. and steered for St. Andrews. Arrived there 

at 11 a.m. anchored off the coast. The M A G N O L I A , the ferryboat S O M E R S E T and later 

on the A D E L I D O [?] came out to take on their recruits. The M A G N O L I A also agreed to 

carry the men for the RESTLESS. This evening I accompanied the navigator on a sailing 

trip. The weather has been excellent over the past few days. 
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Tuesday, 16 August 1864. 

A considerable number of men came on board whose enlistments have expired. This 

afternoon the FORT HENRY and the SAGAMORE arrived here, also the MAGNOLIA 

from St. Andrews and St. Josephs. The latter brings some of the men of the RESTLESS. 

Weighed anchor by sundown and steered for Cedar Key. 

Wednesday, 17 August 1864. 

Anchored near Cedar Key at 10 a.m. and after a while the steamer CLYDE came out to 

meet us. She received a large number of recruits and in return left behind some of her 

crew who will go north with us. Weighed anchor by sunset and are now bound for 

Tampa Bay. The MAGNOLIA supplied us with her pilot, a Spaniard, who has sailed 

these waters for a long time. 

Thursday, 18 August 1864. 

Reached the entrance to Tampa Bay 10 a.m. and saw several vessels anchored inside. We 

exchanged signals with the flagship HENDRICK HUDSON and ordered her to come out 

to meet us. By a fortunate incident we ran aground but reached deeper water again by 

reversing the engines. Anchored at 10:30 a.m. in 5 fathoms of water some 3 miles from 

Edmond Key Lighthouse. The steamer SUNFLOWER came out with the men of the 

small fleet whose service terms have expired and took from us a number of recruits in 

return. Because of some misunderstanding, 3 recruits remain here on board. Since we 

left Boston I have become acquainted with a young man from Nykobing in Jutland. His 

name is J. Feldmann and he is the son of an inn-keeper. He is the first real friend I have 

found since I enlisted in the U.S. Navy. It was hard to take leave from him, almost as 

hard as 3 years ago when I left my loved ones in Germany. We promised to write each 

other often and I can only hope that both of us will keep this promise. My friend will 

serve on the ANETTA [?]. This steamer, however, is still in Key West. Oh, how good it 
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is to have a real friend and how remarkable it was to meet this way. We saw each other 

exchanged a few words and then realized that we had so much in common. I cannot but 

think of the saying, "Its good to be a friend's friend." Well, we weighed anchor at 3 p.m. 

and are now steering S. Around sundown an inspection was held on the quarter deck and 

some of the men were reprimanded with regard to certain incidents that took place before 

and shortly after we left Boston. The First Boatswain was demoted and will face a court 

martial. Some of the officers committed offenses in Boston that are certainly 

inexcusable, but not a thing was said about that. 

Friday, 19 August 1864. 

By 11 a.m. we saw Tortugas Lighthouse to starboard. Took the passage between 

Tortugas and Sand Key. The lighthouse on the latter island was some 9 miles distant by 8 

p.m. This morning the court martial against boatswain J. Smith convened. 

Saturday, 20 August 1864. 

We are now in the Gulf Stream and the current of about 3 knots is very helpful. Sighted 

several sail ships during the day, also a steamer on a parallel course. The court martial 

continued today, and by sunset all hands were called to the quarter deck to hear the 

sentences rendered against two of the prisoners. The boatswain's mate was sentenced to 

the loss of 3 months' pay and was demoted to ordinary seaman. Another sailor who had 

not returned in time from shore leave was fined one month's pay. 

Sunday, 21 August 1864. 

A service was held this morning. This evening again an inspection on the quarter deck 

where the sentences against three more men were announced. The ship's corporal was 

acquitted, a recruit was punished to the loss of 3 months' pay and 30 days in double irons, 

and the sergeant was demoted to corporal and also lost 3 months' pay. 
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Monday. 22 August 1864. 

The day has been fine, otherwise nothing exceptional. At 10 p.m. we passed Cape 

Hatteras. 

Tuesday. 23 August 1864. 

Took on a pilot at 11 a.m. off Cape Henry. When we entered Hampton Roads we met the 

F O R T J A C K S O N on its way out to sea. Anchored in Hampton Roads at 2 p.m. and sent 

our passengers ashore. In the evening a coal schooner was brought alongside. No 

important news, except that pertaining to the TALLAHASSEE. 

Wednesday, 24 August 1864. 

Began coaling today. Went sailing with the navigator this afternoon. N o further news of 

great importance. 

Thursday, 25 August 1864. 

Cleaned the ship of the coal dust today. The weather is hot and dry. Nothing exciting has 

happened. 

Friday, 26 August 1864. 

The boatswain's mate who had been court martialed recently was sent to the frigate 

M I N N E S O T A . I do not know why this was done since his enlistment has expired 

anyway. Weighed anchor at 3:30 p.m. and stood out to sea, the pilot leaving us at 6 p.m. 

The R.R. C U Y L E R got under way shortly before we did and is now a little ahead of us. 

The latest news from Schleswig-Holstein seems to indicate that hostilities have come to 

an end and that the duchies are now independent. What news! If God gives the land a 

wise government now, no country could be happier. I am almost ashamed of not having 



done more for m y country. But the day will come, with God's help, when I can be of 

service to m y country and perhaps even the entire German nation. 

Saturday, 27 August 1864. 

Frequent rain showers and strong southwesterly winds today. Saw several sail ships. 

Sunday, 28 August 1864. 

By daybreak w e saw several sail ships and steamers. One of them appeared rather 

suspicious because it followed us for quite some time. W e therefore reversed course at 3 

p.m. and stood straight for the said vessel which turned out to be the English propeller 

steamer B R l T T O N I A [?]. W e then resumed our trip north. Have had a gentle westerly 

breeze today and rather pleasant weather considering this latitude. 

Monday, 29 August 1864. 

Entered Boston Bay by daybreak. Took a pilot on board at 6 a.m. and anchored near the 

Navy Yard at 8 a.m. Soon orders arrived to prepare all movables to be taken off the ship. 

By 10 a.m. the powder boat came alongside to take off our powder supply. I have been 

occupied today sending ashore the items belonging to our department. This morning we 

received our mail, and I was deeply disappointed to leam that there was no letter for me. 

Tuesday, 30 August 1864. 

This morning w e continued taking off all movables and also moored the ship to the wharf 

in the arsenal. This business went on all afternoon and by 6 p.m. only a few things were 

left on the ship. Then suddenly orders were given to leave all remaining movables on 

board the ship and take on again everything that had been already sent ashore. W e are 

now supposed to make another trip with recruits down to the Gulf of Mexico. The 
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Captain asked me today if I wished a recommendation for promotion to master's mate. I 

gladly accepted his offer. 

Wednesday, 31 August 1864. 

Have been busy today retrieving those things that had been sent ashore yesterday. This 

morning those members of the crew whose enlistment has expired were paid off and left 

the ship. Also at 8 a.m. this morning the recruits we had brought back from the Gulf 

were sent ashore. 

Thursday, 1 September 1864. 

Exactly 3 years ago I left Europe, and God only knows when I will set foot again on 

German soil. Moved the CONNECTICUT into the dock today and the workers of the 

navy yard are busy with various repairs. Some of the crew had shore leave this evening. 

Friday, 2 September 1864. 

Although it was suspected for some time that the bottom of the ship is in rather poor 

shape, it turned out today that, on the contrary, the copper is still in very good condition. 

At noon we took the ship out of the dock again. Went ashore this afternoon and visited 

the Boston Museum. Spent the night at the Sailors' Home. 

Saturday, 3 September 1864. 

Returned to the CONNECTICUT at noon, the hour given to be back on board. The men 

are busy coaling. The weather is very fine although it is getting cooler now. 

Sunday, 4 September 1864. 

In the course of the day several of our men were brought on board by the police. The 

latter collected their reward of $15 per man, the sum now promised to whomever brings 



back a seaman of the C O N N E C T I C U T still ashore. This morning an inspection was held 

and it was announced that there would be no shore leave today. There is deep resentment 

among those men who have not yet been ashore. 

Monday, 5 September 1864. 

Had a lot of rain today. Again several men were turned over by the police but there are 

still many at large. Have been occupied clearing up things in our department. Received a 

letter yesterday from a friend who had checked with the New York Sailors' Home if there 

was any mail for me. I cannot quite explain why there were no letters waiting for me, but 

that is probably due to the poor mail service. 

Tuesday, 6 September 1864. 

This morning the Captain told me that he had written to Washington on my behalf and 

that I will most likely get a promotion to master's mate before long. Went ashore this 

afternoon to pick up my octant at the instrument maker's. At 3 p.m. the CONNECTICUT 

was towed from the wharf into the river and anchored there. Some 90 men came on 

board from the OHIO today to relieve those of the ship's crew whose terms of service 

have expired. Replenished our powder supply this afternoon. Our gunner returned this 

morning and was put under arrest at once because of his long absence without leave. 

Later he tried to escape, but the attempt was unsuccessful. 

Wednesday, 7 September 1864. 

Have been occupied today installing all instruments, compasses and chronometers 

belonging to our department. One of our boilers sprang a leak today. This will delay us 

for another day. Mr. Mowbray, our gunner, was sent over to the OHIO and put under 

arrest. 



Thursday. 8 September 1864. 

This morning the Captain told me that my letter of appointment to the rank of master's 

mate had arrived and that I should see a magistrate to take the required oath. I had to do 

this very quickly because the CONNECTICUT would sail at 11 a.m. I was given no extra 

time to buy a new uniform and therefore was forced to call on Mr. Hall who loaned me a 

few of his clothes. The 680 recruits whom we are about to take down to the Gulf were on 

board by 11 a.m., but it was not until 4 p.m. that we actually got under way. Everything 

went well, and the night is rather mild for the season. 

Friday. 9 September 1864. 

Nothing remarkable today. Weather pleasant. 

Saturday, 10 September 1864. 

Our voyage proceeds very well. I was assigned to the Second Division today. 

Sunday, 11 September 1864. 

Very fine weather today. Passed Cape Hatteras at 8 a.m. I do realize that it is not as easy 

to give orders as some people may perhaps think, particularly so since I have no previous 

experience. But with God's help and through hard work I hope to fill my new position 

properly. I often think of Solomon's prayer in which he asks God to give him wisdom to 

rule his people. I believe this is true for everyone who must give orders. 

Monday, 12 September 1864. 

Nothing exceptional to report today. We go through the water rather slowly and it seems 

as if the Captain is not in a hurry this time. 
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Tuesday. 13 September 1864. 

Arrived at Port Royal by 8 a.m. this morning, sent 168 recruits over to the N E W 

H A M P S H I R E and then began coaling. 

Wednesday, 14 September 1864. 

Were busy coaling until 3 p.m. This evening I was sent to pick up Lt. Kempff from the 

gunboat FLUSHING. On that occasion I visited two of the ironclads. Mailed a letter to 

m y parents today. 

Thursday. 15 September 1864. 

Left Port Royal at 9 a.m. and are now steering for Key West at good speed. The weather 

is pleasant. 

Friday. 16 September 1864. 

Everything continues to go very well. This morning it was m y turn to stand watch on the 

forecastle. I had to supervise the setting of several sails which is not easy the way things 

are arranged here. 

Saturday, 17 September 1864. 

Nothing remarkable today. Sighted Cape Florida around noon and Carrysfort Reef 

Lighthouse at 3 p.m. I feel how difficult it is and how much thinking it requires to give 

an order with proper emphasis. 

Sunday, 18 September 1864. 

At 7 a.m. we stood just outside Key West. A tug came out to meet us, and I was sent in 

the 1st Cutter to bring its captain on board. The boat's crew executed m y orders very 



clumsily and this caused some discontent. Weighed anchor at 11 a.m. and proceeded 

west so that we passed Tortugas by 5 p.m. on our port side. 

Monday, 19 September 1864. 

Nothing of note today. I am now assigned to the 2nd Division, but am not too pleased 

about the way station drills are handled. 

Tuesday, 20 September 1864. 

This morning at 8 a.m. we anchored near Cape St. George Lighthouse, and in the course 

of the morning the small fleet stationed at Apalachicola Bay came out to receive the 

recruits destined for the East Gulf Squadron. On the gunboat STARS AND STRIPES I 

met Mr. Hill today who once had been an officer on the CONNECTICUT. Weighed 

anchor at sundown and are now steering for Mobile. Had several rain showers today. 

Wednesday, 21 September 1864. 

At 11 a.m. we received a pilot, entered Mobile Bay and anchored at 1 p.m. Presently only 

a few ships of the fleet are here, among them the flagship HARTFORD. Unexpectedly 

there is a surplus of recruits here. Therefore we could send only some 30 men to the 

various ships. We will take the rest of them to Pensacola. Today Ensign Reville, Mr. 

Quinn and Mr. Burchmore left us to assume assignments on other ships. The latter two 

are engineers. Several of our officers visited Fort Morgan today. They describe the 

devastation there as almost unbelievable. Rain this evening. 

Thursday, 22 September 1864. 

Left Mobile Bay at 6 a.m. and stood for Pensacola, arriving there at noon. Sent most of 

the recruits ashore. I visited the local navy yard this afternoon and was almost killed by 
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the guard whose rifle went off accidentally with the bullet missing m y head by only a few 

inches. Began coaling from a brig brought alongside. 

Friday, 23 September 1864. 

Finished coaling, otherwise nothing remarkable. The R I C H M O N D arrived here today. 

Weather warm and pleasant. 

Saturday, 24 September 1864. 

Left Pensacola at 1 p.m. and are now steering for St. George. Exactly 3 years ago today I 

enlisted in the U.S. Navy. 

Sunday, 25 September 1864. 

At 8 a.m. we anchored outside Apalachicola Bay. The gunboat S A S S A C U S came out 

with the mail. Weighed again at 11 a.m. and are now steering S. Have had a very 

pleasant day. 

Monday, 26 September 1864. 

Sighted Tortugas Lighthouse at 6 p.m. and passed it on a westerly course. I stood the first 

watch this evening. At 11 p.m. we sighted Sand Key Lighthouse. 

Tuesday, 27 September 1864. 

Passed Sombrero at 8 a.m. and Carrysfort Reef Lighthouse at 2 p.m. A large sail ship had 

run aground near the lighthouse. Met 3 steamers on opposite courses, one of them was 

the U.S.S. K E N S I N G T O N . 

Wednesday. 28 September 1864. 

Nothing of interest has happened today. 
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Thursday. 29 September 1864. 

At 8 a.m. we exchanged signals with the U.S.S. C A L Y P S O and passed the brig 

L E A N D E R from Bremen around noon. At 4 p.m. we sighted a blockade runner with 2 

stacks and 2 masts and gave chase at once. After an hour we realized that the 

K E Y S T O N E S T A T E was also in pursuit of the steamer. At 5:15 p.m. our distance from 

the blockade runner was hardly more than 2 1/2 miles. W e then fired several rounds with 

our forward rifled guns, but did not score any hits. At 7:30 p.m. we gave up the chase 

because it had become too dark to see the blockade runner any longer. In the course of 

the pursuit we had steered mainly in a southeasterly direction. 

Friday, 30 September 1864. 

Sighted Cape Hatteras Lighthouse at 4 a.m. and anchored in Hampton Roads at 6 p.m. 

Saturday, 1 October 1864. 

Weather rainy and unpleasant today. If we had not come directly from Apalachicola Bay 

we would be forced to fly the quarantine flag by now. 

Sunday, 2 October 1864. 

This morning one of our boats rescued a man who had jumped into the water from a 

barque that had just left the harbor. The man was returned to his ship. Went ashore this 

morning. W e weighed anchor at 11 a.m. and steered once again for Boston. 

Monday. 3 October 1864. 

W e have been busy today painting the inside of the ship. Otherwise nothing unusual. 

Mr. Hopkins gave me a recommendation for promotion to the rank of ensign today. 
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Tuesday. 4 October 1864. 

Saw Cape Cod Lighthouse at 8:30 p.m. this evening. The weather is excellent. 

Wednesday. 5 October 1864. 

Arrived at Boston this morning. The Captain wanted me to go immediately to New York 

to report to the Admiral. But since my term of enlistment has expired I demanded my 

discharge and received an honorable one. Collected $475 from the paymaster and left 

Boston by train this afternoon. 
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