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December 12 Meeting

In keeping with the Christmas holidays, HSPA’'s open
meeting December 12 will focus on antique toys.

Members are encouraged to bring their antique toys for
display at the meeting in the social hall at the Church and
Main Street headquarters. The meeting will begin at 7:30
p.m.

Ted Maurer, area auctioneer and authority on antique
toys, will display items in his coilection, and will speak on
the subject. Of particular interest will be Miriam Clegg's
detailed doll house. guaranteed to bring out the little
people in all of us.

The meeting is open to the public and holiday

‘efreshments will be served at the close of the program.

Membership Report

A hearty welcome to the following new members:
Qualvest, Inc., of West Chester, a business member;
Dorothy Detwiler, Mr. and Mrs. George Hinkie, Mr. and
Mrs. David Johnson, Suzanne Tolle, Alex Szabo, Claire
Harper.

Renewing their memberships as CONTRIBUTORS are:
Phoenixville Federal Savings & Loan Assn., Dr. and Mrs.
Donald Harrop, and James Qverstreet.

Renewing as FRIENDS are Robert Goshorn, Mr. and
Mrs. Lawrence Gould, Mrs. John Griffen, Mrs. Thomas
McAvoy, Jr., Mrs. Frances Pernet, Ms. Jennifer Phillips,
Mr. and Mrs. William Reeves, Mr. and Mrs. Robert
Thorpe, and Mr. and Mrs. Richard Unger.

With regret we report the deaths of Arthur A. Deery and
Frederick W. Deininger.

Fairmount Water Works

David Hollenberg, an architect of John Milner Associ-
ates, was invited to deliver a slide lecture at Last
September’s banquet meeting on the history and restora-
tion of the works that first supplied water to the city of
Philadelphia. The topic was suited to our audience since
members have a special interest in historic preservation.

The old Fairmount structures nestie on the Schuylkill
River below the art museum and are a focus of attention
‘ar out-of-town commuters who travel the Expressway.

ertain ornamental features of the buildings were made
from wrought iron supplied by Phoenix Iron Company.

The men who designed the public works, first in the
nation, developed a system whereby river water was lifted
to an elevated reservoir on top of Fair Mount hill, site of
the present art museum. Released water flowed by aravity

to a station at Center Square (now occupied by City Hall),
and was pumped to hydrants throughout the city. In the
beginning, energy to lift the water was supplied by steam
engines. However, this early use of steam did not work
satisfactorily, and the city reverted to old-fashioned water
wheels as a source of power. They lifted water by the
power of water.

The Schuylkill Navigation Company had erected a dam
across the river for the 1825 canal system. The pond thus
formed provided a steady stream of water to turn breast
wheels placed inside the porticoed water works buildings.
Water was conducted to intakes at the rear and expelled
from outlets along the front. At a later date turbines
replaced breast wheels. After many years a standpipe was
added to the group of buildings, a portent of the end since
it meant the reservoir had become inadequate to meet
demands. By 1911, further growth of the city, plus lack of
space for modern filters, caused the works to be
decommissioned.

The beautiful buiidings, long a source of pride to the
city, have since become a project for preservation experts.
Stabilization has presented problems equal to, or surpass-
ing those met in the original construction. Chemicals for
cleansing could not be allowed to pollute the river, and
waste water had to be collected in barrels for safe disposal.
It was necessary to lift the roof to allow replacement of the
ornamental Greek columns. The made-in-Phoenixville
patented iron work that formed their cores had been
weakened by rust. These, and other reconstruction
difficulties account for twelve years of work and the
expenditure of vast sums of money collected from public
and private donors. The location is subject to periodic
floods that limit re-use. Our speaker, David Hollenberg,
expressed the belief that the restored complex will one day
house a specialized museum and a restaurant.

Kathryn Moyer

Kathryn Moyer, of 415 Anderson Avenue, died last May
17 at age 81. The Historical Society of the Phoenixville
Area was named a beneficiary in her will. Her husband,
Harry Moyer, had been a founder of the Society, holding
the office of vice president on the first roll of officers anc
directors. After his death in 1980, his widow was presentec
with a framed resolution in appreciation of his valuable
labors.

Our officers and members are grateful for Mrs. Moyer’s
kind and generous act, and trust that many others wil
consider HSPA when making estate plans. Without suppor

of this kind, it will be difficult for our Society to forge
ahead intn the futiure
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Arthur H. Birks, civil engineer of Phoenix Bridge
Company, stood on the partially completed steel truss work
of a bridge that was intended to span the St. Lawrence
River, a few miles from the city of Quebec. It was 5:30 in
the afternoon of August 29, 1907. He heard the whistle
that signaled the workday was nearly over, and waited for
the final whistle that would clear the bridge of workmen.
Five minutes later a loud report like the sound of a cannon
shot sent the 86 men working on the structure scurrying
for safety. Most of them never made it. The unthinkable
had happened. The carefully designed and engineered
work gave way completely and 19,000 tons of steel crashed
onto the river bank and into the water. Only eleven
escaped with their lives. Birks, a 32-year-old bachelor who
was an MIT graduate and a 6-year veteran of the bridge
company, was not among the lucky survivors of the tragic
occurrence.

The Quebec bridge was the most ambitious project ever
undertaken by Phoenix Bridge Company. It was to be 2800
feet in length with a clear span of 1800 feet ascending 150
feet above the river. Work on the superstructure had
started three years earlier and its expected completion date
was only a year away, at which time an international
celebration was planned.

A cantilever design had been selected for the giant sized
bridge, consisting of anchor spans at either end, two piers
with towers, two cantilever sections 562% feet in length,
and a central suspended section of 675 feet. The bridge
company was building outwards from each shore and had
completed on the south side the anchor span and
cantilever, and part of the suspended section. At day's
end, August 29th, these parts were a twisted mass of
mangled truss work lying on the St. Lawrence river bank,
or in the water, holding in a relentless grasp the corpses of
most of the victims. Many of the bodies were never
recovered, and only a few that were, could be identified.

The St. Lawrence is navigable for 900 miles, and on the
day of the disaster, as on others, was plied by many boats.
A steamer, the Glenmont, had just passed the bridge site
when the sections fell. A wave of water, thrown up by the
debris, came clear over her bridge. The captain at once
lowered his small boats and they plied back and forth over
the sunken wreckage looking for signs of life.

Other bridge company workmen lost along with Birks
were Electrician Edward Brinton of Pottstown who
operated the traveling crane; General Foreman B.A.
Yenser, an employee of 25 years standing; Chief
Inspector J. N. Aderholdt: and Assistant Foreman J. L.
YWhorley. Brinton had taken his wife and children to
Quenec so they might spend the summer with him. A B

Quebec Bridge Disaster
Fﬁ&h The Inside Story
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Quebec bndge before the fall.

Milliken, Superintendent of Erection, had been lucky
enough to leave Quebec for Phoenixville only three days
previously. Another fortunate fellow, W. W. Waitneight,
the timekeeper, was not on the bridge when it fell.

When Waitneight found his superiors, Birks, Yenser and
Whorley, had been lost, he took upon himself the duty of
notifying the home office by long-distance telephone, and
he received instructions to take charge of the rescue
efforts. The $300 reward he offered for the recovery of
Birks' body was never claimed. The only Phoenixville man
who went down with the bridge and lived was A. H.
Norton, a laborer. The majority of the fatalities were men
hired from the Quebec area, and a number of these were
Caughnawaga Indians who had no fear of heights and
made excellent riveters.

Authority for the vast bridge-building project was vested
in three parties. One was a group of men who were
chartered as the ‘‘Quebec Bridge and Railroad Company.”
Their aim was a crossing of the St. Lawrence so that
freight trains could transport grains from the interior of
Canada to seaport cities. A bridge at the location would
also improve the economic situation of the city of Quebec.
Chief engineer of the Quebec bridge company was Edward
A. Hoare, but Hoare had never worked on bridges longer
than 300 feet and was considered unqualified for long-span
work. Quebec looked to America for a man of greater
experience and Hoare remained in the capacity of resident
engineer.

A rescue boat searches the wreakage. Both drawings were
made from actual photographs by an artist of Rallroac
Stories Magazine for the February 1936 issue.

fContinued on Page 3)
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The American chosen was Theodore Cooper of New York
ity, the most respected bridge builder of his time.
Sooper, in his earlier years, had been superintendent of
“ndrew Carnegie’s Keystone Bridge Company of Pitts-
srgh. Now in his sixties, he eagerly agreed to the
neroic-sized assignment thinking it would be the crowning
achievement of his successful career. As consulting
engineer Cooper was placed in full charge, and he made
the final decisions in matters of design, specifications,
srection, etc. Since he was reluctant to travel, a recently
graduated civil engineer, Norman McLure, was employed
as his assistant and personal representative on the site.

The third party was Phoenix Bridge Company, an
organization that had been in business since 1868, had a
world-wide reputation, and had planned and erected some
of the finest of 19th century bridges. Over 200 of the
bridges required for Canada’s transcontinental railroad
were made in Phoenixville, the earlier ones from wrought
iron.

President of the company was David Reeves |l. Reeves
was also president of the Phoenix iron Company, the third
generation of his family to hold that position. David |, the
founder, was his grandfather. His brother, William H.,
was general superintendent of both companies. The Reeves
brothers employed at the bridge company a team of
experts made up of John Sterling Deans, chief engineer for
the past ten years; A. B. Milliken, superintendent of the
erection shops; and Peter L. Szlapka, design engineer.
Szlapka was 52, the same age as David Reeves, and he
had designed bridges for the Phoenixville firm for 21
years. Born in Poland, he received his engineering degree
from the Royal Polytechnic Institute of Hanover, Germany.

Cooper's changes went unchallenged by Quebec. David
Reeves protested that the greater length would require an
increase in weight in the anchor arms, but Cooper, always
economy minded, insisted the material originally specified
would fully meet the requirements.

The bridge as now planned was of immense size,
considerably larger than the record-setting Firth of Forth
bridge built near Edinburgh, Scotland, in 1887. It would
come within 200 feet of equalling the main span of
Philadelphia’s Walt Whitman bridge which was to be
erected fifty years later by a firm founded by the bridge
expert, Ralph Modjeski.

Canadian contractors built the substructure and piers
which were completed in 1903. In that same year the
government of Canada guaranteed a bond issue of $6.7
million. Financial affairs were at last in order and Phoenix
Bridge Company spent over a quarter of a million adding
heavy machinery to the fabricating shops, additions to the
main bridge shop, and other improvements. Draftsmen
rushed to produce detailed drawings so no time would be
lost in the fabrication of the steel.

The shop drawings showed each structural member with
size, length, location of rivet holes, and each was markec
with an identifying number. Erection drawings showed any
false work required to support the bridge while it was
being assembled on the site, and any necessary sequence
of erection. Steel made according to the drawings was
loaded on railroad cars for transportation to Quebec. The
longest single section shipped measured 105 feet, and the
weight of the heaviest single piece handled was 100 tons
The most complicated shop work was on the main pie

shoes. Detailed drawings took one draftsman six months tc
complete.
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In those days competition for contracts was on a
different basis than at present. The bridge company used
to design and submit a plan for the proposed structure
whereas, nowadays, they merely bid on a design already
drawn by a consulting engineer. Deans and Szlapka had
visited the St. Lawrence site and submitted two plans for
consideration, one for a suspension and the other for a
cantilever bridge. Competing with Phoenix Bridge Com-
pany were Keystone Bridge Company of Pittsburgh,
Dominion Bridge Company, Union Bridge Company of New
York, and New Jersey Steel Company of Trenton.

Theodore Cooper, the consulting engineer, selected
Phoenix Bridge Company's cantilever design as the *‘best
and cheapest.”” ‘‘Cheapest’’ was a reference to Quebec
Bridge Company's shaky financial status, which he had
been asked to keep in mind. At this point the consulting
engineer exercised his authority and changed the clear
span of the proposed bridge from 1600 to 1800 feet by
moving the twao piers closer to shore. The revision put the
Juebec bridge into the category of world’s longest. To
keep down the increased cost of the steei for the longer
span, Cooper modified the specifications by allowing
higher unit stress figures.
tn tha hiahk

Mrrinem radard in which ha  wae hald

Phoenix Bridge Company had been in the forefront of
the relatively new field of material testing machinery since
the company began the production of steel in April of
1889. The most powerful machinery for tension tests then
in existence was located at Phoenixville, the company
making it available to the engineering profession in
general. Many special tests were made in connection with
the Quebec bridge due to its unprecedented size. One
series, made under Theodore Cooper’'s direction, con-
cerned deformation of eye-bars under strain and a paper,
‘“‘New Facts About Eye-Bars,”’ was presented by Cooper in
March of 1906 before the American Society of Civil
Engineers.

There was no test available, however, for heavy
compression parts. This disadvantage was recognized by
the profession and programs to remedy the situation were
under consideration by the American Society for Testing
Materials and by an independent committee of prominent
engineers. ,

Before shipment, steel parts had to pass inspection by
local inspectors and by a Canadian government inspector
stationed in Phoenixville. The Canadian commented that
he had never before seen such perfect pieces of
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(Continued From Page 3)
workmanship. Tons of steel sections were turned down by
bridge company management in order that each piece sent
out should be of highest quality.

Late in the summer of 1904 work was begun on the
superstructure of the Quebec bridge. As shipments arrived
from Phoenixville, a second inspection was made, and
again the bridge company was commended. Erection
workmen said they had never worked on a bridge where
better appliances were provided or where the erection
program was more perfectly arranged. Electric power was
used for heavy lifting. Current was generated at the
Chaudiere Falls by the Canada Electric Light Company,
and this occasion marked the first time electricity was used
for structural steel work of any magnitude.

Cooper had visited the Quebec site three times while
work proceeded on the substructure, but after 1903, for
health reasons, remained in his Manhattan office and
allowed young Norman MclLure to serve as his “‘eyes and
ears.”” The Canadian, Edward Hoare, was at the scene
representing Quebec Bridge & Railroad Company. Phoe-
nixville had its erection superintendent, A. B. Milliken; the
young MIT graduate, Arthur Birks; and B. A. Yenser,
foreman. Yenser classed himself as a horny-handed
bridgeman whose capacity as executive and vast experi-
ence had made him a boss over men.

Even when telltale signs appeared in the steel work
indicating undue strain, no one was greatly alarmed.
Theodore Cooper, a world famous man was in charge, and
his standing was so high as to leave no place for anxiety in
those associated with him. August 6th young McLure
reported to Cooper that chords of the south cantilever arm
were bent. (Chords are lower, outside horizontal pieces
running the length of the bridge and they are compression
members.) August 12th MclLure wrote that the splice
between chords was bent as well.

Arthur Birks believed the bends had occurred before
erection. Back in Phoenixville, Chief Engineer John Deans
suggested the chords might have left the plant slightly
bent, but serviceable. Both Birks and Design Engineer
Szlapka submitted plans to Cooper of how to remedy the
situation. The matter was not considered serious enough to
call the men off the bridge until August 27th when Yenser,
for his own safety and that of his men, called for
suspension of work. McLure so informed Cooper.

By this time Hoare became sufficiently alarmed as to
send McLure to Manhattan to interview Cooper in person.
That evening he and Yenser conferred together. Suspen-
sion of work would probably mean it would not restart until
spring since cold Canadian winters necessitated a recess of
four months. Yenser called the men back the morning of
the 28th. It was a decision that cost him his life.

McLure arrived in Manhattan at noon, August 29th.
Cooper had been led to believe work was discontinued and
the workmen were off the bridge. He wanted to defer
resumption of activity and wired Phoenixville: *“ADD NO
MORE LOAD TO THE BRIDGE TILL AFTER DUE
CONSIDERATION OF FACTS. McLURE WILL BE OVER
AT 5 O’°CLOCK.” In his haste to catch a train MclLure
failed to send a telegram to Quebec as he had promised he
would do.

Reaching Phoenixville at 5 o'clock McLure conferred
with Deans and Szlapka. They decided to meet again the
next morning when they expected a letter from Birks. Even
as they adjourned their meeting another heavy panel was
added to the Quebec bridge and it collapsed. The lives of
the civil engineers involved in the tragedy would be
forever altered.
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Main Street residence of Chief Engineer John Sterling
Deans. House drawings are by Jane Ritchey.

Phoenixville heard the dreadful news when timekeeper
Waitneight's telephone call got through at 9. Telegrams
began to arrive at midnight. Deans, Milliken and Szlapka
left for Quebec on the 3:47 p.m. train the next day.
Shocked feelings were felt on both sides of the Atlantic
and King Edward Vi of England addressed a cablegram to
Canada’s Governor General extending sympathy to
relatives and friends of all who lost their lives in the sad
calamity.

A Royal Commission of Inquiry was appointed by the
Canadian government two days afterwards, and it
consisted of two Canadian civil engineers and a profese
from the University of Toronto. They very soon concludy
that the greatest bridge in the world was being built
without a single man within reach who, by experience,
knowledge and ability, was competent to deal with the
crisis.

The Commissioners began their work in Quebec. October
25th, with secretarial staff, they headed for Phoenixville.
stopping on the way to interview Theodore Cooper in New
York. David Reeves fitted up a private residence for them
near the plant, but they preferred to return at end of day
to the Hotel Walton in Philadelphia, saying it did not seer
proper to accept any substantial hospitality from the
company. _

| would like to say, however,”’ one commissioner told
local newsmen, ‘‘there has been a disposition to reveal
fully and voluntarily all the facts, and this has aided us
materially in the work. We are convinced the company has
nothing to conceal and is just as anxious as we are tc
arrive at the cause of the disaster.”’

The Royal Commission stayed for a month. The
inspected the plant to familiarize themselves with it
operations and then called six men for examination. The
were David Reeves; Peter L. Szlapka; John §. Deans
Frank P. Norris, the iron company’s general manager; ani
Charles Scheidl, engineer in charge of the detail design
also " Ellsworth Edwards, a Quebec Bridge Compan
inspector stationed at Phoenixville. Frank Norris wo
commendation in the report as being ‘‘careful, thorougfk
and energetic in securing good material and gc
workmanship.”’

A vital piece of information was the strength of th
lower chord involved in the collapse. AColumbia Universit

(Continued on Page 5)
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professor came to Phoenixville and conducted a test
whereby an identical chord, but only one-ninth the size,
was placed in the iron company’s testing machine. The
results helped to vindicate the bridge company of charges
made against it. Since the interesting experiment lasted
until 11 in the evening and was resumed early in the
morning, the commissioners, unwilling to miss any of the
action, remained in town for the night as guests of David
Reeves.

Early in 1908 the findings of the commissioners were
reviewed by the Canadian government and published in a
book containing 206 printed pages. A copy was received in
Phoenixville in March, and John Deans relayed the results
of the probe to newspaper reporters. He told them the
bridge company was exonerated of all blame, and officers
of both bridge company and iron company were entirely
satisfied with the conclusions reached by the commission-
ers since they agreed precisely with their own. The brunt
of the blame was placed on Theodore Cooper. Peter
Szlapka, however, was held responsible for a design flaw.
Deans explained to the newsmen that Szlapka was entirely
subservient to Cooper and all plans drawn by him were
made in accordance with Cooper’s specifications.

Throughout 1908 the bridge company was engaged in
another large project, the Manhattan bridge across the
East River in New York. Its clear span was 1470 feet and it
rivaled in beauty the more famous 1883 Brooklyn bridge.
The contract had been signed in 1906. At the end of 1907,
as was natural under the circumstances, a wave of caution
swept over the entire engineering profession. The
Manhattan bridge was, for this reason, completed without
the upper deck that was part of the original plans.

By September of that year Quebec was ready to try
again, and a conference was held in Phoenixville relating
to a second attempt to cross the St. Lawrence. The
Canadian government selected a board of engineers for the
purpose consisting of one Englishman, one Canadian, and
oneAmerican who was Ralph Modjeski of Chicago. The
three spent a week in consultation with Phoenix Bridge
Company officials. Modjeski, like Szlapka, was born in
Poland and educated abroad, receiving his degree at a
Paris, France, polytechnic institute. At only 43 years of age
he already had a reputation for long-span bridges.

The new plan called for a bridge containing 2% times
the weight of steel. It was to have a shorter central span,
and that span was to be built separately and floated on
barges to the bridge site where it would be lifted by jacks
for attachment to the catilever arms.

David Reeves, after due consideration, refused to bid on
the second try. He may very well have sensed the risky
nature of the jack-lifting arrangement and did not want
Phoenixville associated with another failure. However, the
Quebec Board of Engineers was given the use of
Phoenixville’s testing machinery, May to July, 1910.

By 1916 the second Quebec bridge neared completion,
and tens of thousands of spectators gathered on both
shores to watch the elevation of the central span. To their
horror the 5,400-ton section slipped from the jacks and
plunged into the deep water in the middle of the river,
from which it was never recovered. It happened so quickly
that those who were looking in another direction did not
have time to turn their heads and see it fall. Twelve
hapless workmen met sudden death.

Weoerld War | was in progress and the metal supplier.
Carnegie Steel of Pittsburgh. was beset by heavy overseas
demands. Nevertheiess Moedjeski, and the other engineers,
¥ priority ter the bridge. Another centsr saction
ructed. tipated into position. and

this fime was

raised successtully. The Quebec bridge has been carrying
railrcad, and nowadays aulomabile traffic. ever since.

Further information about engineers of the first try is as
follows. Theodore Cooper retired immediately and died
twelve years later, a broken man. John S. Deans continued
as Chief Engineer until 1917 when he became ill.
Townspeople attributed his death a year later to stress
caused by the bridge disaster. Actually he died of
leukemia. Peter Szlapka lived until 1943 when he was
ninety years old. Sometime after World War | he left the
bridge company to become structural steel engineer for the
Broad Street, 8th Street, Ridge Avenue and Locust Street
subways, commuting to work from his home on Nutt Road.
There is no mention of the Quebec bridge in Szlapka's
Daily Republican obituary. Perhaps at that date it hurt too
much. Nowadays, nearly half a century after Szlapka's
death, emphasis is placed on the great amount of
knowledge accruing to the engineering profession from the
calamity.

Three years ago the Quebec bridge was made an
International Historic Civil Engineering Landmark. The
registration form, filled out by a Canadian, calls the
famous span the primary symbol of Canadian engineering,
recalling the strengths and weaknesses of the human
spirit, the daring of the builders, and how tenacity can
triumph over difficulties.

Sources: CCHS Newsclipping File, Quebec Bridge
Disaster manuscript by Katherine Sisto, ‘“The Quebec
Bridge’’ [a picture book], ‘“The Bridge That Balked,’’ by
Sanborn S. Worthen; ‘‘A Disaster in the Making,’’ by John
Tarkov; ““The Bridge Fell Twice,”” by Charles Frederick
Carter. Special thanks are due Robert D. Shaffner for the
loan of material.

The Royal Commission Report of 1908 [206 pages] was
donated to the library of the Hagley Museum. HSPA is
currently negotiating for a photocopy.

All of the source material is available for study' on
Wednesdays and Fridays in the library of our Society.

A T '
Design Engineer Peter L. Szlapka built this dwelling at 5i
Nutt Road.

THE MUSEUM IS OPEN first Sundays of the mont
from 1 till 4. Host for Dec. 2 is Mark Chester; Jan. 6, Bo
Shaffner; Feb. 3, Dottie and George Kulp; Mar. 3, Loi
Donovan and Ruth Maxfield. The office and museum ar
open Wednesdays and Fridays, 9 to 3.
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In Our Mailbox

Editor’s Note: Our Society receives inquiries by mail and
over the telephone concerning people and events of the
past. Laura Robb, archivist, is often able to help them.

Judith Meier, Assistant Librarian of the Historical
Society of Montgomery County, appealed to Laura Robb
for information about a professional artist, John F. Francis.
Ms. Meier had learned that Francis lived in Phoenixville
before buying a house in the Montgomery County town of
Jeffersonville in 1866. She told Laura the Berry-Hill
Galleries of New York City are arranging a special exhibit
of Francis’ art work some time in the fall, and an up-dated
biography is in progress for the catalog of the show. The
details of the artist’s life, including the years he spent in
Phoenixville, will later be published in HSMC’s semi-an-
nual Bulletin.

Laura was well prepared to help Ms. Meier, having at
hand a manuscript about the artist written by our late
member, Frances W. Pennypacker, and a story about him
from our December, 1987, newsletter. Dr. Bruce Weber,
Director of Research for Berry-Hill, later telephoned Laura
from New York, and she supplied him with a photo of a
Francis portrait of Borough resident, John Griffen.

Francis, while living here, painted protraits of a
Phoenixville couple, Levi and Angeline Oberholtzer, as
well as- likenesses of John and Mary Elisa Griffen.
Ironmaster Griffen really admired the artist’'s work and
purchased from him a large still life of fruit and flowers
which was esventually willed to his granddaughter, Frances
Pennypacker. Miss Pennypacker, when writing about her
acquisition of the painting, reveals . the secret that
Grandmother Griffen was displeased with her portrait and
destroyed the canvas. How she would regret it, if living
today! Francis paintings currently sell for $100,000, or
mare.

John Francis’ Montgomery County home still exists. A
depiction of it was included in our 1987 newsletter, and
Ms. Meier drive through the town looking for a house that
resembled the picture. She saw one that she verified as his
through a title search in the Norristown courthouse. So
now we know the highly talented, and increasingly
well-known 19th century artist, spent the last twenty years
of his life at No. 1981 West Main Street in Jeffersonville.

1991 Calendar

A beautiful engagement calendar, featuring aid-time
Phoenixville as drawn by artist-member Jack Shenkie, is
now being sold in stores and shops throughout the area.
Tnese include The Gateway, Book Bin, Seacrist's,
McFadden’s, Foresta’s, the Printing Post, and others. The
calendar may also be purchased direct from HSPA,
Wednesdays and Fridays 9 to 3, or on the first Sunday of
the month, 1 to 4. The price is $6.00. Please add $1.50 if
ordering by mail. Be a booster and urge your friends to
buy calendars! Tney come in handy in the gift-giving
season

Muzzleloading Artilleryman

HSPA has recently received copies of stories about
Griffen’s patented cannon that were printed in The
Muzzleloading Artilleryman, a magazine for devotees of
the antique firearms that were loaded at the muzzle rather
than the breech. The treatises were written by C. Peter
Jorgenson, of Arlington, Mass., who owns two Griffen
guns that he has restored and fires regularly at Civil War
battle reenactments,

Jorgensen's cannons were made in Phoenixville, and are
identical to the one restored under the guidance of Robert
Shaffner and now displayed in a glass-enclosed building in
Reeves Park. At the time he was working on the project,
Shaffner collected documents and information of all kinds
relating to the gun. He unearthed letters of John Griffen,
the inventor; of Samuel J. Reeves, at that date vice
president of the iron company; and of various government
officials.

Jorgensen went one step further and traveled to
Washington to examine records in the National Archives.
As Bob Shaffner has always insisted, the Massachusetts
researcher agrees the cannon manufactured in our town
was the most-used light artillery piece of the Civil War.
Locally it is known as the ‘‘Griffen Gun;’’ in wider circles
it is called an ‘‘Ordnance Rifle.”’ According to Jorgensen,
its official government name — on the drawings, on the
contracts, and in the inspection and payment registers —
is **3-Inch Wrought lron Rifie.”

Donor of the very welcome new material is Mary
Ramsey Wilbert of Massachusetts, a direct descendant of
John Griffen’s, and she was asked to send it to us by her
aunt Mrs. John Griffen of California, a Society member.

Historical Society

Of the Phoenixville Area
P.0O. Box 552
Phoenixville, PA 19460
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