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Chairman’s Column
When the Society was founded in 1910, one of the principal aims was
‘To encourage research into Nautical Antiquities, in matters relating to
seafaring, and ship building, in all ages and all nations, into the language and
customs of the sea, and into other subjects of nautical interest’. Over the
years the Society has published relevant research in The Mariner’s Mirror,
helped to fund numerous research projects and conferences organized by
various organizations, run a forum on the website and published more
general topics and debate in Topmasts. Through maritime history research,
the Society must continue to further greater public awareness of, and
engagement with, ‘the sea’ in all its aspects.
For some years there has been debate within the Society on the subject of
holding our own conferences, but until lately the general feeling has been
that members seem loath to attend Society-organized events. However, the
Resource and Programmes Committee has recently proposed to Council
that an initial conference should be organized, the first under the Society’s
own name as opposed to sponsoring other people’s conferences.
As for a suitable subject for this first conference, the Society has actually
been thinking for some time about the problems raised by the decrease
in funding for maritime research in universities. There is also the issue
raised in Michael Bender’s article in the February edition of Topmasts,
that current maritime history research seems to be following well-worked
themes with relentless focus on particular subjects. Consequently, in
planning our first conference it has been decided to demonstrate both the
seriousness of our concerns, and our commitment to doing something
about them, by addressing the state of maritime history research, in the
broadest sense of the term.
The conference will be entitled ‘The State of Maritime History Research’,
and will be held on 9 September 2017 in partnership with the Greenwich
Maritime Centre at the University of Greenwich, who will be providing
the facilities and much of the administration. The aim of the conference is
to bring together key contributors from within the broad field of maritime
history, as well as those who write on maritime and coastal topics, but
do not necessarily consider themselves maritime historians. Subsequently,
the Society will publish the papers and key discussion points in hard copy
and/or online.
In calling for papers, we will not be looking for narrow, descriptive
accounts of particular periods of history, specific historic ships or
overworked areas of maritime research. The principal criterion for
acceptance will be the extent to which a paper provides a broad overview
of the current situation in a specific field and of the prospects for the
future. We want this to be as broad an event as possible, touching on a
wide range of themes and disciplines. Where are the strong and weak areas
in the field of maritime history research and what are the challenges? We
are hoping to attract prominent speakers and delegates for what should be
a really important event.
The organizers are inviting proposals for papers on any of the following
aspects, or on other related and relevant themes:
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• The study of maritime history in the universities and schools.
• The state of maritime research in particular regions and countries of
the world.
• The state of particular subdisciplines of maritime history and
research, e.g. naval history, nautical archaeology, port towns, coastal
studies.
• The health of maritime museums; their current and future
challenges.
• The state of the historic ships and craft sector.
• ‘Sea blindness’ in the nation: fact or fiction?
Proposals of 500 words, together with a short biography of no more than
150 words, should be submitted by 1 June 2017 to:
https://tinyurl.com/SNRConference2017
There will be a nominal fee of £25 for the conference. Registration will
open on 1 June 2017. Please book at:
https://maritimeresearch.eventbrite.co.uk
If this conference succeeds, we are looking to make it a regular event, held
every few years, because maritime history research is an ever-changing
scene.
Admiral Sir Kenneth Eaton

Editor’s Notes
Welcome to the May edition of Topmasts, and many thanks to everybody
who has contributed articles, news and notifications about conferences,
events and lectures. I think that there have been more contributors to
this edition than any since I took over as editor. Among the articles is a
very moving account from a serving officer in a bulk cargo carrier about
children undertaking dirty and very dangerous cargo handling work in a
foreign port, which should give us all a great deal to think about. We also
have fascinating articles about Dutch prisoners of war in the Revolutionary
and Napoleonic Wars, about Caribbean piracy, and the continuation of
articles featured in February Topmasts.
I would also like to highlight the notification from the Research and
Programmes Committee of this year’s award winners. These awards
are an important part of the work of the Society as they encourage the
work of people who are furthering nautical research and deepening our
understanding of maritime history. If you, or any individual or organization
you know of that would benefit from such an award, please encourage
them go to https://snr.org.uk/researchsnr/funding/.
Nigel Blanchford
topmasts@snr.org.uk

3

Topmasts no. 22

Dutch Prisoners of War in England, 1795–1813
As you may or may not know, during the French Revolutionary and
Napoleonic period, Great Britain had a large number of places where
prisoners of war were kept. Most of them were French, but a lesserknown story is that thousands of Dutch prisoners were also locked up.
For example, at the opening of Norman Cross prison depot, most of
the prisoners were Dutch, captured at the battle of Camperdown on 11
October 1797.
This period was a complete disaster for Dutch shipping. Many fishing
ships were captured and most of the whaling fleet was captured, to say
nothing about the East Indiamen and the navy. First there was the capture
of eight East Indiamen at Saint Helena in 1795; then in August 1796 a
complete squadron of nine navy ships surrendered at Saldanha Bay, South
Africa. In October 1797 the Dutch lost the battle of Camperdown and in
1799 another 12 men-of-war surrendered at the Vlieter incident. In the
Netherlands people wanted to forget these dreadful events, while in Great
Britain they were overshadowed by all the major fleet actions. Historical
research is sometimes difficult due to the sources being in different
countries, but I would like to shed some new light on these unfortunate
Dutchmen and their background. The digitization of new sources is a
good step forward, but for other sources I am still looking for help.

The story of Arjen Sjoerds, a ship’s carpenter
One of the stories I have researched is that of the ship’s carpenter Arjen
Sjoerds. He was born on 26 December 1766 in the city of Dokkum, the most
northern city of the Netherlands. His father was also a ship’s carpenter,
who had his own shipyard. Sjoerds probably learned his profession there.

The house at the corner is
where Arjen Sjoerds was living
in 1795, Hoogstraat 29 in
Dokkum (Source: Wikipedia)
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It was a time of political turmoil. In 1787 there was almost a revolution
in the Dutch Republic, and in 1795 the revolutionaries finally came to
power with the help of French troops. The national leader, stadtholder
William V, fled to England. It seems that Sjoerds was positive towards the
new regime because in December 1795 he entered the navy as a carpenter
aboard the 54-gun ship Beschermer. His captain, Dooitse Hinxt, was also
born in Dokkum, so it may be they were acquainted.
There was almost no possibility of setting sail because of the British
blockade. When the fleet finally left port in October 1797, it resulted into
the battle of Camperdown. The battle was the most significant action
between British and Dutch forces during the French Revolutionary Wars
and resulted in a complete victory for the British, who captured 11 Dutch
ships without losing any of their own. It was a terrible fight. The British
were quite sure of their victory, but the Dutch fought bravely. Casualties
were high as both sides fired at the hull rather than masts and rigging.
Nelson exclaimed that he would have given his other arm to have been
present.
A few Dutch ships managed to avoid capture. The Beschermer was one
of them, as it had left the scene of battle early because of heavy damage.
Captain Hinxt was killed. His grave can still be found in Den Helder.
After the battle Arjen Sjoerds probably spent most of his time repairing
the ship. Meanwhile the British, in co-operation with the Russians, were
preparing a large invasion of Holland. The British were aware of the fact
that many of the Dutch crew members were still secretly supporting
the banished stadtholder. On 21 August 1799 Admiral Mitchell sailed
towards the Dutch fleet and demanded their surrender. His fleet handed
out orange decorations to the Dutch and brought them the (false) news
that the stadtholder was aboard one of their ships. Upon hearing this
many of the Dutch did not want to fight any more so eventually there
was no other option than surrender. The crew was given a choice: join
forces with the British or become a prisoner. About half the people of the
Beschermer joined the British. They were shouting ‘huzzah’, decorating
themselves with orange and singing songs about the House of Orange.
Arjen Sjoerds was not among them, so he was sent to Chatham and locked
away aboard the prison hulk Bristol. Some of the prisoners from the battle
of Camperdown were also still in the prison hulks and viewed the new
prisoners as cowards and betrayers. They had been collecting meat bones
and threw them at their fellow countrymen. It must have been a grave
moment for Sjoerds and his companions.
In November 1800 Sjoerds was transferred to the prison depot of
Norman Cross near Peterborough. They travelled by foot and by boat.
At night they could sleep along the road in stables or barns. Hendrik
Stolte, who was sent to Norman Cross in the winter of 1798/9, wrote
about how they were ‘stored’ in a cutter ship for 22 hours before reaching
the camp. Norman Cross consisted of 16 barracks: 12 were for prisoners
and four were used either as a hospital or as the officer’s lodgings. In the
middle of the camp was a small tower with 16 swivel guns in case of an
uprising. Sjoerds was registered as being 5 feet 8¼ inches tall with brown
eyes, brown hair, thin and slightly pitted with small pox. Conditions were
better than on the prison hulks, but even here there was always the risk of
disease. The typhus outbreak of 1800–1 was the most severe in the history
5
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Norman Cross Depot, near Peterborough (Anon., source: Wikipedia Commons)

of the prison. 1,020 people died. A special ‘typhus cemetery’ had to be dug
near the camp. Sjoerds became ill in the summer of 1801. On 10 August
1801 he died of ‘diarrhea’, probably meaning dysentery. On 4 January the
next year the Dutch navy ministry heard about this. Sjoerds’s wife, Wepkje
Lucas, died exactly one year after her husband, leaving three children. The
eldest was only 13 years old. Sjoerds was buried in an unmarked grave. In
1914 a memorial was erected, remembering the 1.770 ‘natives or allies of
France’ who had died at the prison depot.

Call for help
The story of Arjen Sjoerds is just one of many. His English prison records
can be viewed online now, which is great. Some other sources can only
be seen at The National Archives. If somebody could have a look some
time I would be very grateful. I or one of my friends could also help with

The death of Arjen Sjoerds recorded in the registers of Norman Cross (Source: Registers of PoWs at Norman Cross, The
National Archives, Kew, ADM 103)

6

Topmasts no. 22
Dutch sources in return. For example, in Leeuwarden there is a small list
of English prisoners who were captured in 1783: Captain Nathaniel Blake
of the brig Diligence and his crew, and Michael Barfoot of the sloop Lion.
Things that I would like to find out are:
• In Tenterden there is the grave of a Dutch skipper Siebe Nannes.
His ship was captured during the Fourth Anglo-Dutch war. He
went to Tenterden on parole and died there. The National Archives
has 85 documents concerning him and the capture of his ship:
http://discovery.nationalarchives.gov.uk/details/r/C13506477
A photograph of his grave: https://www.findagrave.com/cgi-bin/fg.
cgi?page=gr&GSln=nannes&GSfn=siebe&GSbyrel=all&GSdyrel=al
l&GSob=n&GRid=153970755&df=all&
• Friends of mine are writing a book about the beer brewers of
Dokkum, and there seems to be a strong link to the ship Jonge
Hendrik Brouwer: http://discovery.nationalarchives.gov.uk/
details/r/C14748711
• The ship Helena Cattrina would be interesting because we have a
diary of one of the crew members: http://discovery.nationalarchives.
gov.uk/details/r/C13502795
• Then there is the story of Jan Pieter Land who would later become
mayor of Dokkum. He served as a lieutenant aboard one of the East
Indiamen that were captured off St Helena in 1795. There is quite
a lot of information about him, but the diary of his ship after the
capture is at the National Maritime Museum, Greenwich:
http://collections.rmg.co.uk/archive/objects/524647.html
• Finally, there are papers concerning my ancestor, whose ship was
captured in 1781:
http://discovery.nationalarchives.gov.uk/details/r/C13506433

Sources
National Archives, The Hague: Departement van Marine: Monsterrollen,
nummer toegang 2.01.30 and Hoge Militaire Rechtspraak, 1795–1813
(1818), nummer toegang 2.01.11
Admiralty Archives, The National Archives, Kew, ADM 103 contain
prisoner of war records http://discovery.nationalarchives.gov.uk/details/r/
C1812
Paul Chamberlain, Hell Upon Water: Prisoners of war in Britain, 1793–
1815 (Stroud, 2008)
Historische herinneringen van H. W. van Florenstein, Tijdschrift voor
Nederlandsch-Indië, 1901
J. R. Bruijn and E. S. van Eyck van Heslinga, Maarten Schaap, een
Katwijker ter koopvaardij, 1782–1870 (Amsterdam, 1988)
Historical newspapers via Delpher.nl
Nykle Dijkstra
Maritime Historian, Friesland, The Netherlands
nykledijkstra@hotmail.com
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Questions of Piracy
Caribbean Confusion during the French Revolutionary Wars
I
The words ‘pirate’ and ‘piracy’ have often been used in a questionable
manner, sometimes figuring in what could be described as mere ritual insult.
It can be argued, however, that there is a ‘grey area’ in which such words,
though technically incorrect, carry with them something of a truthful
ring. Striking instances of this sort are to be found in Caribbean affairs of
the 1790s. With a long tradition of irregularity and abuse, the Caribbean
theatre was no stranger to Anglo-French rivalry in the eighteenth century.
This rivalry was sharpened, however, by the powerful impact of French
Revolutionary ideology – notably the Decree of 16 Pluviôse Year II,
enacted in early 1794, which ordered the prompt abolition of slavery
in territories under the new flag. The results of this legislation deserve
consideration.
Within a turbulent and war-torn milieu, the emergent United States
played an important though rather vulnerable role, eager to preserve
American neutrality and to trade as widely as possible in what was
already, in many eyes, a sort of American backyard. Thus the Caribbean
stage was set for remarkable interaction between sea power in various
forms, ideological dispute and the demanding opportunities stemming
from a range of vigorous commercial appetites. Understandably, serious
problems arose regarding questions of commerce raiding and control
of shipping within this important theatre. That same matter has long
been of special interest to the present writer, particularly with regard to
consideration of context when examining various operations involved.
This present note (together with a companion to follow) can of course
provide just an introductory outline.
Some particularly striking examples of what has been mentioned are
associated with the French island-colony of Guadeloupe during the period
when it was under the idiosyncratic rule of Victor Hugues, sometimes
styled ‘the Colonial Robespierre’. Of Marseilles origin, Hugues had served
as a public prosecutor in the revolutionary tribunals of metropolitan
France; in the Caribbean he continued to exhibit the fierce dynamism of
his earlier career. During the years 1796–8, strategic circumstances led him
to concentrate on privateering as his main weapon – although this was not
always privateering in the ordinary sense, due to Hugues’s domination
and manipulation of every aspect of Guadeloupean affairs. The resulting
campaign was on a large scale and more than 700 freighters figured in the
lists of the Guadeloupean prize-court (tribunal de commerce et des prises)
during the period just indicated. Many instances of great irregularity were
involved, both at sea and in the court. Indeed, in a Mariner’s Mirror article
of 1997 (in effect a 200th anniversary publication), the present writer has
suggested that the outcome could be seen ‘almost as a blend of the Jacobin
and Buccaneer traditions’.
But please note the word ‘almost’. Elsewhere in the same article it was
pointed out that this was a period when Caribbean affairs seemed to be
in extraordinary chaos, a situation which appeared likely to last. Among
other effects, this contributed to huge irregularity in many aspects of
8
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Caribbean commerce, ‘often involving serious malpractice by neutrals,
highly questionable flags of convenience, and so forth’.
Under these conditions it was not surprising that American shipping
received much suspicious attention, notably from Guadeloupe’s large
flotilla of privateers. This was a time when the hostilities known as
the Franco-American Quasi-War were taking shape and, for Timothy
Pickering, US Secretary of State, Guadeloupe became an object of
particular criticism. Early in 1797 he denounced some of Guadeloupe’s
legislation and court procedures as being ‘enforced against the American
trade, without any regard to the established forms of legal proceedings’.
As for operations out at sea, Pickering referred, on occasion, to ‘licensed
piracies’ – wording which, on the face of it, involved a contradiction in
terms. It should be kept in mind that Pickering had a reputation for being
outspoken.
Within a profoundly disordered Caribbean context, there were some—
times convincing grounds for Guadeloupean privateers to arrest American
freighters, whether under American colours or flags of convenience.
Certainly, American shipping was bringing in great quantities of supplies to
British-held colonies (i.e. long-standing British ones, or recently occupied
ones). This point figured plainly in British colonial correspondence to
London. Thus, there arose a question long associated with large-scale
hostilities: namely, how genuinely neutral are some neutrals? Guadeloupean
seizures reflecting this sort of misgiving were often countered by accusations
involving allegedly piratical attitudes. A particular problem was posed by
various Danish and Swedish colonies which commonly authorized very
questionable flags of convenience. One should also mention the remarkable
case of a captured British freighter, the Courier, which evidently sailed with
duplicate papers, ensigns and personnel, so that she could figure as Swedish
or French, as circumstances might require. It should also be mentioned that
when the US government sought to impose an embargo on American trade
with French Caribbean colonies, Scandinavian flags of convenience helped
some American merchants and ship masters to evade such restrictions.
Confusion upon confusion!
Yet more complication and confusion resulted from British naval forces
making numerous seizures from among American shipping. Indeed,
Rufus King, the American ambassador in London, reacted by accusing
some Royal Navy officers of having ‘a sordid love of gain’, i.e. prize
money. Britain and the United States were, at most, cobelligerents against
Revolutionary France: they were not allies. The truth seems to have been
that both British and French authorities had very limited trust in the
probity of American seagoing commerce. However, leaving aside other
considerations, the troubled matter of slavery did tend to push Britain and
the United States into alignment against French Revolutionary policy in
the Caribbean. The case of the American schooner Flying Fish, condemned
as a lawful prize by the Guadeloupean court on the stated grounds that
she had been carrying slaves when intercepted caused particular interest.
It should also be noted that somewhat earlier in the 1790s the British
prize court at Barbados had caused some disquiet within colonial and
naval circles by ruling that crewmen of African ancestry, found on board
captured French privateers, should be treated as prisoners of war and not
as saleable booty.
9
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Some suggested reading for part I
As already pointed out, this Topmasts treatment of a wide-ranging subject
– one which has much to say about the development of the Atlantic
community around the close of the eighteenth century – can provide only a
brief outline. It seems best, therefore, not to overburden it with references.
Alexander De Conde’s The Quasi-War: The politics and diplomacy of
the undeclared war with France 1797–1801 (New York, 1966) remains
an important and very readable source for background. Turning to the
present note’s particular theme, see H. J. K. Jenkins, ‘Images in Peace and
War: British sea-going trade and French commerce raiding, circa 1790–
1801’, in Paul-Gabriel Boucé (ed.), Guerres et paix: la Grande-Bretagne
au XVIII siècle (Paris, 1998), I, 83–95.
See also H. J. K. Jenkins, ‘Guadeloupe’s Commerce Raiding 1796–98:
Perspectives and contexts’, Mariner’s Mirror 83 (1997), 303–9. One should
also mention a type of coda to the foregoing article: ‘Victor Hugues and
Guadeloupe’s Prize-court in the 1790s’, Mariner’s Mirror 90 (2004), 310–13.
H. J. K. Jenkins
SNR Member

Notes on Sea Time
NB Names and identifying details have been changed to protect the privacy
of individuals and business entities
I always wrote about sailing and life at sea. I started loving the sea when
I was little more than a child and published my first sea novel by the age
of 18. I used to read stories about pirates and privateers, about how Lord
Nelson sailed his 27 ships of the line into the enemy fire to crush the
combined fleets of France and Spain and save Britain from the invasion,
of how Captain Bligh sailed 3,600 miles across the Pacific in a small boat
arriving in the tiny island of Timor in an age where precise navigation at
sea was virtually impossible. I always considered life at sea as adventurous,
dangerous, thrilling. Now I have another word that can describe it better:
alienating.
I went to sea on a small coastal tanker. Short voyages, 18 people on
board. Night-time manoeuvring and cargo operations were the norm. I
spent my nights with a Filipino third officer and an AB. Carlito, the AB,
went to sea when the first of his three kids was born, 27 years ago. He
has been sailing ever since, 9 months at a time, getting back ashore just
for a month or two between contracts. He is very proud of his children.
He sails so that he can pay for their education and they can get a good
life for themselves. Two of them have already graduated and now work
in America; the youngest, Alexia, will finish university next year. Carlito
will then be able to retire with little savings but with the knowledge of
having set off his kids to a better future. And yet, he does not really know
his kids. He did not see them growing up, he never spent a Christmas with
them, he was never there to comfort his daughter when her first boyfriend
left her at age 16. The best part of his life was spent at sea, manning a ship
that delivers energy: energy for our cars, for our homes, for our wellbeing.
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Vasily is a Russian second officer. He gets to stay on board only six
months at a time and he makes enough to take four months of holiday
without worrying about going back to sea. And yet that is where he is
going. Time after time. He has two daughters and a small boy. His first
wife left him while he was at sea and he never heard of her again. He has
55 days left before he returns to his home in Siberia. I asked him, if he was
able, would he like to be ashore with his family, stop sailing, find a stable
job? I said to him that deck officers are very well suited to become safety
and quality superintendents in ship management companies or with the
ship owners themselves. But Vasily does not think anyone would hire him.
‘All I know is how to sail. I can’t do any other job. Nobody would pay
for me to learn.’ He is young, he is only 40 years old and he has another
20 years or so of loneliness among the waves. ‘Even if someone hired me’,
he said, ‘this would mean relocating. My home is in Siberia and I don’t
want to leave home.’ So he will continue sailing, year after year. His story
has a close resemblance with that of Davy Jones that I read when I was a
kid. And now I realize the sea and the ships that run our economies are
crammed with Davy Joneses.
Nowadays everyone has their own laptop, so everyone watches his own
film or TV show after their shift. The age where seamen sang ‘Spanish
Ladies’ on deck under the moon rays smoking a pipe are long gone. Seamen
today are alone, isolated by technology that does not even work so well
at sea. Internet connection is still utopian and most of the time you can
see the lads staring at their smartphones, when the ship sails close enough
to shore, waiting to pick up connection. Just for a few seconds . . . just
enough to get a text from their loved ones that makes them smile. But they
cannot reply because the connection has been lost as the ship has sailed on.
In other parts of the world you can see things that you are not really
used to seeing at home. This is a private letter I wrote during my sea time
in the Pacific, while on board a bulk carrier.
M/V Douchess
Kosichang Anchorage				
18th November 2016
I am writing, still wearing my coverall, still dirty and sweaty. I am
back in my cabin and I didn’t even take my boots off. I came straight
to my desk to write, to put down on paper what I have seen and what
I felt.
There are kids working on the ship. I saw them today for the first
time, crawling in the holds, into the soy seeds that submerged them. I
saw them shovelling the cargo from the walls and the corners, down
into the hold, where the bulldozer gathered it together in big masses
and the crane grab grasped it to lift it up into the barges. The officers
on deck wear safety boots, coverall, helmets. Some even wear masks
as the air is made unbreathable from the dust and the small particles
of soy that drift in the wind. But these kids wear nothing but a pair
of jeans and a worn-out T-shirt. Barefoot they advance into the soy,
sinking into it at each step they take. They crawl to the side of the
hold, try to lift themselves up and push their stick with its little flat
end forward, trying to make some of the soy that gathered on the
inclined wall fall down. But they are too short and fail. They’re just
kids. They stumble, fall into the soy, get up again, as the grab falls a
11
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few centimetres from them and the bulldozer roars a metre away. It’s
a sickening scene, something I should never have to witness. Yet I’m
here, I’m watching it, and I don’t know what to do about it. I went
downstairs to the meeting room, where I saw some cans of coke in the
fridge. The coke was gone, probably finished by the port authorities
that came on board earlier. So I grabbed a bottle of ice-cold water and
brought it downstairs, to the deck, where one of the kids I had seen
working in the hold was just about to drink from a filthy plastic water
container. I handed him the water, he took it. He smiled to me.
Later, after dinner, I came back with more water and two pears.
One was destined to me for supper, the other lay abandoned on the
table. Nobody had eaten it. So I took it and went on deck. I saw
another kid, 13 years of age at most, climbing on one of the hatches
of cargo hold no. 5, sitting on the edge, a 20-metre drop beneath him.
I slowly approached him, smiling. He didn’t speak English but when
he saw the water he smiled to me and nodded. He understood I was
coming for him. He was thirsty, it was over 35 degrees during the
day and it was a hot and humid night. I handed him the bottle of cold
water and the two pears. ‘In case you’re hungry,’ I said. He nodded a
thanks, without speaking.
It really breaks my heart to be part of this. Kids should be playing
football, video games, thinking about girls, doing homework. Kids
should have the right to be happy and do what they want with their
future – to make it as successful as it can be. They should not work
on a bulk carrier, discharging who knows what cargo, risking their
young lives by a heavy steel grab falling near them. This is all terribly
unfair and I wish I could do more to stop the injustice I was just called
to witness. On the other hand, I think, maybe these kids are lucky to
be employed. If they weren’t they may be starving somewhere in the
streets of Bangkok or end up selling drugs. I keep repeating this to
myself, looking for a desperate excuse to try to justify what I would
never have wanted to see.
This trip is really teaching me how far away we are sometimes from
the ‘real’ world. We get upset over little things; I get upset because
I burned the topping on my stupid pizza or because there is some
pickle in my cheeseburger. Every day I spend on board this ship, in
this corner of the world, I realize more and more how fortunate I am
to be where I am and have what I have.
The Maritime Labour Convention does not allow kids under the age
of 16 to work on board ships. These kids worked for the stevedores
that are subject to national and local regulations. The stevedores
were contracted by a third party (maybe by the charterer, maybe by
the cargo receiver). Is it possible to steer the whole of the shipping
industry into a new direction, a direction where underage labour is
not only banned by international regulations but one that does not
turn a blind eye to keep the machine running and avoid off-hires?
And what happens to the kids if they’re not allowed to work on ships
and all of a sudden their only source of income gets stripped off them
because some light-minded guy sitting in London has decided that it’s
bad for kids to work? While we look for the answers and evaluate the
possible solutions, kids in many parts of the world, far away from the
12
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reach of civilized society, continue working so that we can have our
vegan GM, gluten and fat-free meal together with a glass of wine to
treat ourselves after a stressful day at work.
Gabriele Dado
SNR Member

Parkgate in the Eighteenth
and Nineteenth Centuries
Part 2: Parkgate’s history
In 1610 the first mention of Parkgate was as the New Key. In 1673 Blome
wrote, ‘The chief gate of Chester is Water-gate, where great ships in time
past at full sea did come; but the channel is now so choaked up with sand
that it will scarce give passage to small boats, in so much that all ships now
come to a place called the New Key about 6 miles distant.’
Parkgate, marked only as an anchorage in the Collins map of 1684
began to emerge as a village, secondary to Ness or Neston, the single
settlement on the west side of the Wirral peninsula at the time. The first
Turnpike Act was passed in 1663, and travel to and from Chester was
relatively easy on a good turnpike road. Ireland was growing in prosperity
and importance, and travel to Dublin from the late seventeenth century
onwards was reflected by its popularity as a capital for political, social and
cultural affairs. Parkgate became the main passenger port for Dublin.
Despite the troubles in Ireland, the imposition of firm English rule
encouraged economic development. The troops there needed supplying,
and Ireland could provide specialist foodstuffs, and most importantly
linen, commonly used for underwear at the time. It was exempt from
duty; Chester’s Linen Hall was built in 1778. In return large amounts
of salt, coal, cloth, hops and tobacco were exported there. The western
ports of Chester, Liverpool, Bristol and Whitehaven were well placed to
serve this trade, boosting their shipping skills and merchant expertise.
The populations of both England and Ireland were increasing rapidly,
and along with this began the migration of Irish labourers seeking work.
Chester’s trade remained static, being slowly strangled by the silting sands,
and so Parkgate developed as a passenger station. A custom house was one
of its earliest institutions in 1688, this being followed by buildings relating
to the passenger trade, accommodating mariners, pilots, ship repairers,
anchorsmiths, rope and sailmakers, innkeepers, horse hirers; ancillary
workers then following to populate the village. At the anchorage at
Parkgate, the tidal range allowed ship graving, caulking and minor repairs
to be carried out on the foreshore.
The Irish trade was in the hands of Dutch shipping. Fluyts, Dutch-built
vessels with a shallow draft, were the earliest boats to cross the Irish Sea
from Parkgate, since they were particularly suited to the passages. Later
the main passenger trade was by royal yacht as the Royal Navy provided
yachts for the Lords Lieutenant of Ireland. They were smaller than other
classes, with a shallower draught enabling them more able to deal with the
vagaries of the Dee estuary; they were light and fast, and from the 1660s
until the 1830s 10 Royal yachts were used on the Dublin runs.
13
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Figure 3 A model
of the ‘Mary’ at
Trinity House,
Tower Hill

Figure 4 ‘Lighthouse in Dublin
Bay. R.Y. “Dorset” leaving Dublin
Harbour’ by J. T. Serres, 1788

The Mary, built in Amsterdam and the first of the royal yachts, had
lee boards, which were particularly suited to the waters (figure 3). The
English shipbuilders later omitted these when adapting the design to
English requirements. She had been a gift from the Dutch to Charles II
in 1660. She foundered in 1675 off the Skerries Rocks, north of Anglesey
losing three quarters of her crew. The viceroy of Ireland’s yacht, R.Y.
Dublin, built in 1709 at Deptford, was on station for 43 years transporting
passengers. The yachts often had to ‘take ground’ when the tide was low.
Large parties could be carried across the Irish Sea: e.g. in March 1738 the
Duke of Devonshire as Lord Lieutenant, embarked with a retinue of 38.
The R.Y. Dorset (figure 4) built in 1753 replaced the Dublin, and lasted
even longer, for 60 years. She was an impressive sight, ornately carved and
gilded, emphasizing her importance as a vessel of state and was to be the
largest and the last of the royal yachts to use Parkgate.
Parkgate’s brief period of fame and economic success was based on the
conveyance of these yachts’ passengers, both nobility and gentry, giving
the port some esteem. There was a social cachet attached to travelling
in a royal yacht, which were better equipped and maintained and were
more comfortable than the earlier packets had been. On one occasion R.Y.
Monmouth left Parkgate for Dublin with 120 passengers on board, this
being one of the rare occasions when the total number carried, as opposed
to the name of a single celebrity, is recorded. Handel, J. M. W.Turner, Dean
Swift and John Wesley, who made frequent pilgrimages using this route,
were all known to have sailed to and from the port. They occasionally
carried a midshipman, but no other commissioned officers, the sailing
master (or pilot) being responsible for navigation. Other passengers could
14
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Figure 5 Design from the
outside of the Parkgate packet
commemorative bowl 1790
(privately owned)

be seasonal workers, looking for employment during the harvests in
the relative prosperity of England, preferring Parkgate as a destination
rather than Holyhead, since it was a shorter walk by 90 miles from there
to London. ‘An immense number of half naked Irishmen have passed
through this city [Chester] . . . in search of honest employment . . . living
chiefly on buttermilk they beg, lodging in stables and outhouses, and in
the daytime walking without shoes and stockings.’
In 1785 the Parkgate Packet Company was set up by John Bibby, a
Liverpool shipowner, which began a replacement service for the aging
R.Y. Dorset. The term ‘packet’ was used loosely in the eighteenth century:
they transported passengers, but there is no evidence to show that the
company ever carried mail, since this was taken via Holyhead (figure 5
illustrates packets). Sailings from Parkgate were then greatly increased,
to an average of more than 12 per quarter, the port’s zenith being in 1790.
But it was never classified as a busy port with average arrivals of only one
or two a week.
The variables for an efficient crossing were the tides and a favourable
wind direction. Since the prevailing wind was from the north-west, a wait
was often necessary. The longest time passengers were known to have
waited there was in 1757 when there was no sailing for 65 days! The port
played down the possibility of delay by the Chester Courant declaring
that passengers will not be detained, as at other places. Mary Delaney,
stranded by the adverse wind in 1758 declared that ‘Parkgate was most
agreeable. With such a constant moving picture of ships, sea plants on the
beach, sea weeds and beautiful shells. If we are delayed a day or two . . . it
will be pleasanter to be near the sea side and green fields than penned up
in a hot dull town.’ (Chester)
There was, too, the inevitable loss of life across the dangerous Irish Sea.
In a great storm of 1775 two ships, the Trevor and the Nonpareil sank
with the loss of 143 passengers, along with East India goods of silks,
woollens and jewels amounting to more than £30,000, which had come
via London. Customs books of the time show that Parkgate’s trade other
than passengers was small. Lead ore from the Flintshire mines was used as
ballast for the Cheshire cheese that went mainly to London.
In 1752 a Dr Richard Russell of Sussex wrote A Dissertation on the Use
of Sea Water in the Diseases of the Glands, which extolled the virtues of
drinking and bathing in salt water. This caught the mood of the times and
became immensely popular, Brighton leading this fashion. The advantage
15
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for Parkgate was that travellers could partake while they were waiting
there. A parade, assembly rooms and bath house were all built in the 1780s.
The most celebrated of the sea bathers was Emma Hart, the future Lady
Hamilton. In 1784 she came back for several weeks with her daughter
and mother to take the waters for a skin complaint. She had been born in
Ness, the daughter of a blacksmith. Mrs Fitzherbert, the canonical wife of
George IV, also was known to have visited, after which the hoteliers put
up their prices.
In spite of the ongoing siltation, the resort flourished in a small and
select manner, not just being a stop-off point for aristocrats and gentry, but
for actors on their way to Ireland, who performed in the small assembly
rooms, where coffee-drinking, card parties and dancing took place. But
the receding tides did cause disappointment. William Sadler in 1763 stated,
‘We are several leagues from the ocean . . . there is no bathing but in the
spring tides which continue but 7 days a fortnight. And in 1791 coming
ashore from Ireland: we could not get close to the shore but went some
part way in a small boat . . . and were carried the rest of the way chaises
on the beach took them to the Inn, the luggage arriving via the Custom
House.’
From 1800 onwards the port began to decline. The Parkgate Packet
Company ran down following the terrible loss of life from the King George
off the Hoyle Bank at the mouth of the Dee. After the Act of Union in 1800,
Dublin lost its fashionable capital status, and Irish members of parliament
preferred to travel to Westminster via Holyhead. The improvement of the
turnpike roads resulted in increased packet services from there, where the
harbour facilities were better, and with less waiting. Holyhead’s steam
ferry service was to begin in 1820, with Telford’s suspension bridge across
the Menai Strait opening in 1826.
Liverpool’s packet trade was increasing with the industrial development
along the Mersey; reliable deep water became more important as ship size
increased with the advent of steam. At the end of the eighteenth century
the River Dee Company deliberately altered the river course again by
extending the New Cut towards the Welsh side which favoured the
Flintshire colliery towns, robbing Parkgate of its water, and its rationale.
The packets ceased to run in 1815 and, with little other occasional trade
remaining, the custom house closed in 1821. The tides that brought it
prosperity had finally receded. The resort limped on until the beginning
of the nineteenth century, by which time the shifting and unreliable sands
of the Dee had ceased to make it viable either as resort or port.

Figure 6

The foreshore and the quayside today
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Accretion attributed to Parkgate’s failure, although this was not the
only reason. There had been steady siltation before the Chester Cut
was excavated in 1732, and later the policy of altering the course of the
main channel to the Welsh side increased the pace of the decline. Other
factors contributing to Parkgate’s downfall was the improved road access
to Holyhead with its shorter sea crossing, along with Dublin’s decline in
popularity. The sea bathing fashion had come a little late in the silting
process for it to have become greatly successful at Parkgate. For Liverpool,
the expansion of the Lancashire cotton industry, the burgeoning trade
with the United States both in goods and passengers sealed Parkgate’s fate
as a port. In spite of this, Parkgate had lasted for over 100 years as an entry
and exit point for Ireland, the tides have seeped away, and the accretion
continues (figure 6).
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SNR Member

Spanish Maritime Museums
Section 1: From French Border to Barcelona
Having described those of the Spanish Navy, (Topmasts
21) we now turn to those along the Spanish coast, in
geographical order.

Museu de l’Anxova i de la Sal, L’Escala
The museum, opened by the city hall in 2006 in a disused 1913
slaughterhouse, shares its space with the municipal archives. It focuses on
the history of fishing and salting anchovies in this small village since the
sixteenth century.
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For 100 years the fishermen and anchovy workers of L’Escala celebrate
the ‘Salt Party’ on every third Saturday of September, remembering the
arrival of the anchovies at the salt warehouse and its distribution to the
neighbourhood villages. It is worth noting that salt was a monopoly up to
1870. https://youtu.be/LeuXTOfHWv8
Centre d’Interpretació del Peix, L’Escala
The professional fishermen’s association of the village created this resource
for spreading the knowledge of the world of fishing, nets, methods,
transport and auction of fish, etc., and includes some ecological information
with a notable series of illustrated panels and videos. Furthermore, the
centre provides the opportunity to attend and see a real fish auction.
https://youtu.be/SI-sg1Hqq00
Museu de la Mediterrània, Torroella de Montgrí
Established in 2003 in Can Quintana, an old building of fifteenth to
sixteenth century, this museum is the heir and descendant of the previous
Museu de Montgrí i del Baix Ter, established about 1982 in the fifteenth
to seventeenth century Casa Pastors. This museum is more about the
Mediterranean, because its subjects are the music, musical instruments,
typical songs and culture around that sea, including temporary exhibits
and tours to the sites of interest in the village and its neighbourhood. It
is very interesting to visit, and it classifies itself as a twenty-first-century
museum. It is owned by an autonomous company of the city hall.
https://youtu.be/uSeGxy85wrg
Museu de la Pesca, Palamós
Established by the city hall in an old harbour shed in 2002, it explains
the past, the present and the future of fishing along the Costa Brava,
i.e. the coast of the province of Girona. There is also a Documare
section, with documents about fish and fishing. The museum has a close
relationship with the Maritime Studies chair of the Universitat de Girona.
https://youtu.be/v7K7uSoXT2M
Centre d’Arqueologia Subaquàtica de Catalunya, (CASC), Girona
This centre was created by the Generalitat de Catalunya in 1992.
Its predecessors were the Patronato de Excavaciones Arqueológicas
Submarinas of the province (1972) and the Departament d’Arqueología
Subaquàtica del Servei Tècnic d’Investigacions Arqueològiques de Girona
(1981). Since 1996 the centre has been part of the Museu Arqueològic de
Catalunya, and for its activities uses the ship Thetis, 23 metres long, and
the collaboration of Ictineu 3, to which we will refer in the next paper.
The work of the centre includes the recovery and preservation of
underwater finds, which are held in its warehouse or lent to other museums;
keeping the inventory of the underwater heritage; organizing tours with
Thetis, whose base is in the port of Rosas, for groups of students; and is
partner in the studies about the subject with the Universidad de Cádiz and
others, as I will explain later. https://youtu.be/Joj_0QIOO-8
Museu del Mar, Lloret de Mar
It was opened in 1981 in an indiano house, i.e. the home of a successful
18
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Spaniard who returned very rich from America. As with all the museums of
similar villages of the coast its contents are a memorial to their inhabitants,
and deals with coastal and transatlantic navigation and commerce.
https://youtu.be/uyeODOm78cs
Parròquia de Santa Maria, Pineda de Mar
It is interesting to note the inscription on the lintel of the door of this
church, explaining the attack on the village by the pirate Dragut on
1 August 1545. https://youtu.be/_e6wwiwo9zs
Museu d’Història, Sant Feliu de Guíxols
Located in a tenth-century monastery, the museum, created in 1919, is
owned by the city hall. On one floor there is a display linking the village
and the sea; and in another building, the exhibit is a salvage boat station.
https://youtu.be/bm1jDDthN-0
Museu de la Marina, Vilassar de Mar
Originally a municipal museum in the village, created in 1955, with
sections including archaeology, marine and fishing, between others but in
1992 the museum was moved to a fine, newly restored modernist building,
and named Museu de la Marina. https://youtu.be/nqCCDW_7L_c
An important part of the museum is dedicated to fishing, with the
exhibition of nets, tools, models and photographs. There is also a section
for shipbuilding, with plans, half-hull models and tools, and another
for navigation, with compasses, and many nautical instruments used by
mates and captains. There is also good information about past trade with
America. The sailboat Sant Ramon acts as an extension of the museum.
https://youtu.be/qT8jAmnR1lY
Llaüt Sant Ramon, Vilassar de Mar
In 1904 the fishing vessel Sant Ramon was built in Campello, a coastal
village near Alicante. She is a decked one-mast lateen rigged craft of 15.5
metres length, used as pair trawler, but in about 1932–4 she was unrigged
and converted into motor boat for single trawling. In 2001 she was set
to be broken up, but Bricbarca, a nautical studies association of Vilassar
de Mar, obtained her, and with support of Diputació de Barcelona and
the village authorities, she was restored with two lateen rigged masts, and
retained her motor. Since 2004 she has been used to teach the skills of
rigging and other cultural activities. The boat has her base in the port of
Mataró. https://youtu.be/AvK09n-ZIc0
Museu Municipal de Nàutica, Masnou
In 1962 the Historic Archaeological Museum of Masnou was created. It
exhibits numerous ancient items found by excavations in the village area.
But as Masnou is a small town whose population used to include many
owners, captains, and crewmen of merchant sailing vessels, the museum
was increasing its maritime section, so in 1990 the name was changed reflect
the nautical emphasis. Its main exhibits are half-hull models, full models,
pictures (mainly watercolours) and shipwrights’ tools. In addition, the
museum holds a school for model makers and publishes the magazine La
Roca de Xeix. https://youtu.be/EjbvqV4_qVs
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Facultat de Nàutica, Barcelona
Created as a nautical school in 1769, named Institut Nàutic de la
Mediterrània in the 1930s, in 1990 it was transferred to Universitat
Politècnica de Catalunya (UPC) as its nautical faculty. The school is
mentioned here because it was the real origin of the Museu Marítim, as it
will be seen in the following entry. The oldest references to the museum
at the school are some short notes of 27 April 1861, and 10 March and 19
May 1865. Nevertheless, it is clear that has existed since 1769, as recorded
in the writing at the poop of the wonderful model of the 74-gun ship kept
in its hall. https://youtu.be/Cv8e4zf0PS8
Museu Marítim, Barcelona
This museum excels for its location, size, antiquity and contents. The
building is an old shipyard whose first records are from Pedro III the
Great (1240–85), king of Aragón (1276–85), who ordered the building of
a wall around the space, with a tower at each corner. Later, under Alfonso
IV (1299–1336), the space was covered. After that construction continued
until mid-sixteenth century when it was totally renewed, and two of its
slipways were converted into one. The building has seven long slipways
and three much shorter ones. https://youtu.be/nGh2Ej51Fn8
Recent archaeological works show that under the museum there is
a Roman cemetery dating from the first to the sixth centuries ad. The
building was a shipyard where galleys were built, repaired and wintered,
until 1748. Since that time, the building has been an army barracks.
On 18 July 1936 the civil war in Spain broke out and two days later, on
20 July, a group of anarchists attacked the militia guarding the shipyard
and captured it. On 23 October 1936 the government of the Generalitat,
ordered the setting up of a maritime museum named Institut Nàutic
de la Mediterrània in the building, with some of the models and other
items from the nautical school. The museum was a dependency of the
Institut and the war delayed its opening to visitors until 18 January 1941.
https://youtu.be/_KKHGRyNqDw
Since then the building has belonged to the city hall, and the museum to
the Diputació de Barcelona. https://youtu.be/7Ts-kvCzL_I
In 1993 the two owners and the port authority formed the Consorci
de les Drassanes Reials i Museu Marítim which provides economic
support to the institution, and since then most of the building has been
renewed. The museum and its gardens cover about 15,000 square metres.
https://www.youtube.com/watch?v=BMpNQVnxiYo
The museum, as well as the galley, also exhibits the original line plans and
a model of the Monturiol Ictíneo, and many more sailing ships, shipwright
tools, mediaeval portolans, such as the chart drawn by Gabriel de Valseca
in 1439, the oldest in Spain, and many other items of great interest.
https://youtu.be/LKB0hjNvAJc
In addition the museum workshop is an active shipyard, able to build,
repair or maintain boats or other real crafts. https://www.youtube.com/
watch?v=TfWoxlvFo5Q
The museum now also hosts many activities, such as temporary
exhibitions, collaboration with other museums and many other cultural
affairs. It publishes two magazines, Drassana and Argo (continuation of
the magazine Sirga, published by Associació d’Amics del Museu Marítim
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de Barcelona from 1994 to 2008).
Outstations of the museum are:
the pailebot (schooner) Santa Eulàlia (ex-Carmen Flores, 1919) https://
youtu.be/juK30PZe33M);
the pilot boat Pòl•lux http://www.casanovafoto.com/blog/wp-content/
uploads/2014/03/pollux-300x217.jpg;
the racing sail yacht Drac, http://www.mmb.cat/img/admin/elements/
element_multimedia320.JPG;
and the fishing boat Lola http://www.mmb.cat/img/admin/elements/
element_multimedia321.JPG, all moored in Barcelona harbour.
The motor boat Patapum is in process of reconstruction. https://youtu.
be/IXmwE79MOuM
Submarí Barcelona, Barcelona
She was given by the Ministerio de Defensa to Museu de la Ciència, now
Cosmo Caixa, a community project of the savings bank la Caixa in 1986.
Usually known as Tiburón (Shark) she is exhibited in Ronda de Dalt Street.
https://youtu.be/lTy2Y5vjC_k
The Centro Mediterráneo de Investigaciones Marinas y Ambientales
(CMIMA), Barcelona
Centre of oceanographic, biological and polar research management,
opened in Barcelona in 2001. It belongs to CSIC. (See Institut de Ciències
del Mar (ICM), Barcelona).
Institut de Ciències del Mar (ICM), Barcelona
This institut, member of Consejo Superior de Investigaciones Científicas
(CSIC) was opened in 1951, specializing in the study of seas and oceans,
and is the main centre of marine research in Spain. Initially its name was
Instituto de Investigación Pesquera (IIP) but it became the Institut de
Ciències del Mar 1987. Here I should mention PhD Josefina Castellví
Piulachs, oceanographer and biologist, member of the staff since 1960,
and director between 1994 and 1995. In 2001 the ICM, as a member of the
new CMIMA created the same year, moved to a new building near to the
beach, in Barcelona. https://youtu.be/KmyhID-VHrw
L’Aquàrium, Barcelona
This aquarium, owned by Grupo Aspro, in the old harbour of the city,
was opened in 1995 and exhibits some 11,000 items of sea life belonging to
450 biological species. It is known for its remarkable 80-metre underwater
tunnel. https://youtu.be/zqSIs-m9Mdw
Laureano Carbonell Relat
Overseas Corresponding Member, Spain
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The Royal Navy in North China
Naval Activity in the Vicinity of Wei-Hai-Wei
Submarines
The first report of submarines on the China
Station is of three C class vessels, C36, C37 and
C38 operating from Hong Kong from 1911 to
1919. Rosario, their depot ship, had been one
of the sloops involved with the Boxer rebellion
before conversion at Hong Kong to work with
submarines. However, no record can be found
that these early craft operated out of Wei-HaiWei (WHW).
The next two depot ships on the China RN offices, Wei-Hai-Wei
Station were Ambrose, from March 1919 until June 1928; and Titania from
October 1919 to October 1929. Both ships parented craft from the 4th
Submarine Squadron and regularly visited WHW. Submarines reported
on station at this time were the L class, numbers 4 to 9 inclusive. The
depot ship for the third decade was the purpose-built Medway. First
commissioned in July 1929, she arrived on the China Station in October of
that year, and was to remain there until November 1939. Alternately based
between Hong Kong and WHW the ship undertook occasional cruises
with the 4th Submarine Squadron, which was the largest group of Royal
Navy submarines outside British waters. Some 16 boats are recorded as
serving on the China Station during the 1930s: six O class, six P class and
four R class.
Working with the depot ships were two tenders which served as torpedo
recovery vessels, as exercise targets, or whatever purpose was deemed
suitable. In the 1920s Marazion, a converted Hunt class minesweeper
acted as a tender to Ambrose. The V&W class destroyer Westcott carried
out the same duties with Medway.
On Tuesday, 9 June, 1931 the submarine Poseidon was carrying out
exercises with Marazion from WHW, when shortly after noon, she was
in collision with the Chinese coaster Yuta. The coaster penetrated the
pressure hull and ‘Abandon ship’ was ordered. Five officers and 26 ratings
were picked up by Yuta and were transferred to Marazion. But 26 men
were missing, 18 aft and 8 forward. Those forward managed to escape
by using newly installed Davis Submarine Escape Apparatus (DSEA) but
only four survived the experience. The 18 trapped aft did not survive.
Piracy
It has been noted that the fortified walled town of Wei-Hai-Wei was
originally built as a defence against pirates in the fourteenth century.
Piracy has been a way of life in the Orient for centuries. However, in
the nineteenth century the arrival of steam ships saw a reduction in this
practice. Even so the numbers still caused concern. In the inter-war years
51 British ships were pirated with the loss of 20 officers. There were five
cases in 1922, six in 1927 and eight in 1928.
One case in particular occurred in the northern waters near WHW. At
1845 on Monday, 18 June, 1934 radio operators on the aircraft carrier
Eagle picked up a Mayday call from the SS Shuntien. The ship had sailed
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from Tangku bound for Chefoo the day before. As it crossed the mouth of
the Yellow River the pirates struck. Hostages were taken off the ship into
junks – five Europeans, one Japanese businessman, a Chinese ex-minister
and around 20 other Chinese. The C-in-C China Station, in the cruiser
Suffolk at WHW took immediate action. Destroyers Veteran, Witch and
Whitshed were ordered to the area. Eagle joined company, its aircraft
being used for observation. All five Europeans were eventually released
after the pirates lair up the Yellow River had been sighted and subjected to
aerial ‘persuasion’. They were the sole survivors.
The Sino-Japanese Incident 1937–41
Ships of the China Fleet were in Hong Kong on 12 May 1937 where a big
military parade took place to celebrate the coronation of King George
VI. With the celebrations over they started for WHW and the start of
exercises and sporting programme.
The ‘run ashore’ as described in the late 1930s seems vaguely familiar to
those who experienced the Far East in the 1960s and ’70s. First there was the
inter-ship/inter-squadron game of football or some other sport to watch.
Then came a few drinks at the canteens, and this would be followed by
‘big eats’, possibly a game of skittles, or more probably a few more drinks.
‘Big eats’ would often be a ‘WHW runner’ – a local chicken reputed to be
reared on cigarette ends and waste paper. Entertainment would be laid on
in the canteens and would often consist of acrobats or jugglers. The end of
the evening would see groups of sailors making their way back to the pier
where last-minute purchases of fruit and nuts were available before they
embarked in the sampans to take them back to their ships moored in the
anchorage. Strong inter-ship rivalry was often visible during these trips
when returning sailors would pelt each other with unwanted fruit.
But 1937 was not going to be a normal year. During the night of 7/8
July a Chinese sentry had fired a warning shot at some Japanese soldiers
exercising just outside Pekin. Recriminations were sought, but the Oriental
trait that ‘one should not lose face’ resulted in stalemate. From a seemingly
simple mistake the situation deteriorated and in a matter of days China
and Japan were in a state of undeclared war. The ‘Sino-Japanese Incident’,
as it is known, lasted until war was finally declared in 1941.
When this incident happened the British ambassador had been holidaying
at Pei-Tai-Ho in the Gulf of Pechihi. The destroyer Westcott was diverted
from Chingwangtao to Pei-Tai-Ho to act as a communication link between
the ambassador and the embassy. This was standard practice for the Royal
Navy and a light cruiser was normally at Nanking to support the embassy
there. Westcott arrived at Pei-Tai-Ho on the 12th, and a fast trip was made
to WHW during a full gale. A transfer was made to the cruiser Danae and
the ambassador was back in business at Nanking on the 15th, courtesy of
the Royal Navy.
By the end of 1937 large swathes of northern China were under Japanese
control as well as most of the smaller treaty ports. One small part of
their jigsaw not completed was at the top end of the Shantung province
which contained Tsingtao, WHW and Chefoo. However, after rioters had
burned Japanese owned cotton mills at Tsingtao the Japanese army moved
in and took control. The cruiser Devonshire relieved Suffolk at the former
German enclave to protect the British interests there.
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Suffolk did not have much respite after leaving Tsingtao as her presence
was required at Port Edward, the commercial port at WHW, where on
10 January 1938 the British Consul had asked for help. Fearful of the
impending Japanese advance, the Chinese High Commissioner, who had
run the town since it was returned to Chinese rule in 1930, had fled; his
police, however, stayed on duty to maintain order. The arrival of the sloop
Sandwich, accompanied by Suffolk, ensured that Port Edward remained
relatively calm.
Early in 1938 the Japanese renewed their interest in the base they had
last held a generation before. Captain Pottinger of the Capetown toured
the island with the Japanese making plain which facilities were regarded
as British. Although they were somewhat disappointed, this was accepted
by the Japanese.
The situation was aggravated on 4 March when Sandwich reported that
a French ship, the 6,380-ton Yolande, had been driven ashore near Alceste
Island on the point of the Shantung peninsula. Just as Capetown prepared
to start a rescue attempt and had just completed transferring her Royal
Marine detachment to Sandwich, a Japanese squadron entered the harbour.
Commander Edwards of the Sandwich visited the Japanese flagship and it
was mutually agreed that the Royal Navy would no longer cross to Port
Edward and that the Japanese would not land on Liu-Kung-Tao. This
compromise suited the Royal Navy, as fresh water, fruit and vegetables
were available on the island. Meanwhile, in worsening weather, Capetown
moved along the coast and was able to rescue all 60 of those stranded on the
Yolande – even the ship’s cat was saved. Only one life was lost.
As tension increased, the gunboats on the Yangtse were reinforced by 100
seamen and stokers from the cruisers Adventure, Birmingham, Dorsetshire
and Suffolk and the carrier Eagle. At the end of the year Chinese guerrilla
forces had achieved successes against the Japanese. The Japanese retaliated
with more restrictions on the local population, which included the closure
of the weekly market on Liu-Kung-Tao, a major source of fresh precisions
for the Royal Navy.
September 1938 saw the Munich crisis talks and as tension continued
to increase and the China Fleet was put on a state of high alert. The minelaying cruiser Adventure took on her full complement of mines. All naval
families stranded at WHW were embarked on the fleet oiler Appleleaf
for evacuation to Hong Kong. While the evacuation was taking place the
Japanese cruiser Kuma entered harbour and trained her 5.5-inch guns
on Appleleaf’s escort, the cruiser Birmingham. Not to be outdone, the
Birmingham trained her 6-inch guns on Kuma. The point was taken and
the Japanese left harbour.
1939 saw the tension increase yet again. Birmingham (Captain Brind) was
the winter guard ship at WHW. On 27 January the cruiser sailed for Tsingtao
where the Japanese had arrested the British merchant ship SS St Vincent
De Paul. Discussions with the Japanese cruiser Ashigara, the arresting ship,
failed and Captain Brind announced his intention of escorting the arrested
ship out of harbour. This he did but both ships had their main armament
trained on each other. Not to be outdone the Japanese retaliated by laying a
minefield off the entrance to Kiaowchow Bay and Tsingtao.
With the attitude that ‘life must go on’ the China Fleet came north again
to WHW for the summer months. But times were changing – leave was
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only granted from 09:00 to 21:00. In June the sloops Falmouth, Grimsby,
Sandwich and Lowestoft spent time at Tsingtao as the Japanese disrupted
British trade there. With the outbreak of war imminent, and the realization
that WHW could not be held, and in all probability Hong Kong as well,
ships of the China Fleet were withdrawn, some to Singapore, some to the
Mediterranean and others back to UK.
What little remained of the Liu-Kung-Tao facilities were removed by
the depot ship Medway. The extended lease arranged in 1930 meant little
to the Japanese and in September their cruiser Iwate landed 60 sailors
and marines and the 42-year-old association with the Royal Navy was
terminated.
Fate was not kind to the ships of the China Fleet that had spent time in
northern China between the wars. 1942 saw the loss of five major units, the
carrier Hermes and the cruisers Dorsetshire and Cornwall were lost in the
Indian Ocean, and the carrier Eagle and the depot ship Medway were lost
in the Mediterranean. Only two of the nine D class destroyers survived the
war, and 11 of the 15 strong 4th Submarine Squadron were also lost.
Post-war
Post-war the Japanese were finally ousted from China, but peace did not
return – there was still the civil war between Nationalist and Communist
camps. It was this civil war that saw the Royal Navy sloop Amethyst shelled
and stranded in the Yangtse River in April 1949. But that is another story.
Back in 1894–5 China and Japan were at war over their interests in
Korea, and WHW was part of that war. Between 1950 and 1953 the whole
free world, under the guise of the United Nations, was at war in Korea.
That again is another story.
Dave Wright

The Fenland Lighter Project
One thing leads to another . . .
Recent FLP columns involving naval links with boating on Whittlesey Mere
in 1774 have produced varied feedback. This includes the very welcome
interest of John Bethell (that well-known SNR member), resulting in an
addition to his Watercraft Information Resource, under the title ‘Trimmer
Boats’. See Topmasts 21, p. 21, regarding ‘trimmers’ as a bygone Fenland
fishing technique favoured by the fourth Earl of Sandwich, First Lord of
the Admiralty.
o
Still on the theme of one thing leading to another, last November’s FLP
lecture at the Wisbech and Fenland Museum (see Topmasts 19, p. 45) was
well attended, including the very welcome presence of Nigel Blanchford
and his assistant editor, Bob Smith. ‘Follow-up’ has been noteworthy,
some of it regarding the specialized schooling necessary for the horses
involved in the old-time lightering trade, so closely bound up with
seagoing commerce circa 1700–1850. Fully schooled horses were said to
be ‘able’ or ‘used to the business’.
Generally operating as floating trains, in effect, Fenland lighters of
the indicated period had various means of propulsion, notably sailing or
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running with a current. At other times, horse-tow was needed, and the
horses had of course to be kept ready to hand. Thus, they were commonly
to be seen on board ‘horse-boats’ towed at the end of lighter gangs. Some
remarkable procedures figured in the routine operation of Fenland lighters
– all the more so due to the rather ‘wild’ nature of various waterways
involved. Embarkation of horses when about to proceed under sail could
be particularly tricky.
The illustration shows some of the main points. Even a small jump on to
an unsteady horse-boat was asking a lot of the heavy draught horses, and
of the men and boys who handled them. On occasion, serious accidents
occurred. Two horses commonly formed a towing team; but a third one,
sometimes young and undergoing early schooling, might be included,
depending on circumstances such as cargo weight etc.
One or more ‘sprits’ (quants) would keep the horse-boat up against
the bank – though it seems probable that lines and stakes were also used
under some conditions of the wind’s speed and direction. Other points
involve: the partly retracted ‘jambing pole’ at the horse-boat’s bow; the
movable stall rails; feed bags; and horse blankets and tarpaulin coats that
were necessary in harsh weather.
H. J. K. Jenkins
SNR Member hjkpkjenkins@yahoo.co.uk

News
Grant Awards
The Research and Programmes Committee have recently considered
various applications for grant funding from the Anderson Bequest Fund
and the Tomlin Fund. They are pleased to announce that the following
have been successful.
• The International Postgraduate Port and Maritime History
Conference, which was held on 21/22 April 2017 at Bristol
University has been awarded £300 for networking purposes.
• The Joint International Conference, ‘The Dutch Raid on Chatham
Dockyard in 1667: its Anglo-Dutch Context and Legacy’ was
awarded £800 towards its organization and conference publications.
• Maritime History North was awarded £300 to assist in its
continuing administrative and seminar expenses.
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• Veronica Walker Vadillo, from Oxford University, has been
awarded £580 to assist her in attending and organising the 3rd
Asia-Pacific Regional Conference on Underwater Cultural Heritage
which is being held in Hong Kong, 27 November–2 December 2017.
• Dale Booth, from Rutgers University, USA, was awarded £200
towards costs for research into ‘Fluid Economies, Fluid Identities:
Gender, Water and Work in Britain 1750–1918’.
• Simon Harley, an independent researcher, has been awarded £324
towards his costs for research into flag officers of the Royal Navy
during the First World War.
• Joanna Thomas, from Exeter University, was awarded £730 to
enable her to carry out research at the Maritime History Archive in
Canada thus assisting her in her work on nineteenth-century British
seafarers and maritime communities.
• James Clipson, from Portsmouth University, was awarded £600 to
assist him in his research into HMS Warrior and the American Civil
War.
If you are aware of an organization or individual who would benefit from
a grant, please see https://snr.org.uk/researchsnr/funding/

Save the Victory Fund 1923 Medalet
Following my note in February’s Topmasts, Louis Hodgkin brought to
my attention the Nelson Society’s publication, Remember Nelson, by
Thomas A. Hardy published by Spink of London. The book was the
Nelson Society’s contribution to mark the 200th anniversary of the battle
of Trafalgar. The 141-page book covers all known medals, medallions and
insignia manufactured between 1797 and 2005. Information on page 83
states this STVF medallion was minted in 1923 by the Royal Mint, and had
a diameter of 32 mm. The artist was W. McMillan.1 The reverse inscription
confirms that its copper came from HMS Victory. Hardy prefers to call
them medallions rather than medalets, the description I used in February.
In 1924 418 more medallions with modified wording were struck by
the Royal Mint following instructions by Admiral of the Fleet Sir F. C.
Doveton Sturdee, president of SNR (1922–5) and first chairman of the
STVF. This copper was removed during the 1924 refit, and the medallions
sold at the 1924 British Empire Exhibition for 10 shillings.
The last major re-coppering of Victory took place in October 1888; it
was removed in the early 1960s since it trapped rainwater causing the hull
timbers to rot. Before nailing a 48 x 14-inch copper sheet to the hull, it was
franked with the month and year – see illustrations. I can only assume that
the copper used for the medallions in the 1920s came from that removed
while fitting the hull supports holding Victory for nearly 100 years.
Arthur Mack and I examined the copper sheathing that would have
originally weighed 16 tons looking for date stamps, manufacturers’ names,
and inspectors’ marks. Following our examination, the copper sheathing
was sold to a private company, Victory Limited, along with copper clench
bolts, and pieces of timber removed when replacing rotten timber. Eighty
copper sheets were retained as a representative collection showing the 24
1

L. Brown, British Historical Medals (1995) vol. 3, 1902–1960, ref: BHM 4184.
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The majority of the sheathing examined was
franked ‘OCT 1888’; Dockyard records of
1888 for ‘Victory’ state: ‘Copper removed and
replaced, earlier copper left on keel.’

The oldest date stamp, ‘Po’, for Portsmouth
Dockyard and ‘May 1823’; Dockyard records
of June 1823 Victory just state: ‘Copper
removed and replaced.’
Photographs by John M. Bingeman

manufacturers’ marks, inspectors’ marks, and other sheets franked with
weight marks. The majority of these sheets were 28-ounce plate, meaning
that a square foot weighed 28 ounces.2
John M. Bingeman
SNR Member

US Navy Centennial Commemorations at Cork Harbour
Plans are under way to commemorate the centenary of
the arrival of the United States Navy (USN) at Cobh,
Co. Cork, on 4 May 2017. It was here at Admiralty
House that Commander Joseph Taussig USN uttered his
famous words to Vice-Admiral Lewis Bayly RN, then in
command of the Queenstown Command. These words
‘We are ready now Sir . . .’ embodied the spirit of co-operation between
a maturing USN and the established Royal Navy in a combined effort to
secure the sea-lanes to the south of the British Isles and negate the effects
of the Kaiserliche Marine U-boat campaign in the First World War off the
western approaches to Europe.
Queenstown (as Cobh was then known) and indeed the county of Cork
became the main centre for operations of the USN in Europe, supporting
hundreds of ships, numerous aircraft and thousands of naval personnel.
Several locations around Cork Harbour (the second-largest natural
harbour in the world) and indeed around the county of Cork, such as
Queenstown/Cobh proper, Whitepoint, Aghada, Whiddy Island and
Berehaven, were some of the more noteworthy locations where the USN
made its presence known in the county during the First World War.
The USN spent about two years in total at Cork Harbour; and considering
other naval work completed there (e.g. home of the famous Q-ship), it
should be no surprise that naval operations at the port was kept under a
very tight veil of secrecy. Other historical considerations that influenced
the USN experience at Cork were the general political aspirations of much
of the native population at that time seeking independence, along with the
2 Bingeman, J. M., J. P. Bethell, P. Goodwin, and A. T. Mack, ‘Copper and other Sheathing in the
Royal Navy’, The International Journal of Nautical Archaeology (2000) 29.2: 218–29.
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negative and positive social and economic impacts USN personnel had
on the native population. This often saw antithetic interactions between
the Irish population and the USN personnel. However, in general the
experience was very positive one and did enlarge the already existing bonds
of friendship felt between the Irish people towards the United States.
Perhaps several of the following factors contributed to the little-known
and little-documented history, which is only now coming into focus and
is largely spurred on due to local interest and historical groups. Perhaps,
too, the international nature of the events, the great length in time since the
history has occurred, compounded by the fact that little of the personal
experiences of this generation of American sailors was recorded has
ultimately led to the general ignorance and silence on the subject. Surely
another factor must be, until recently, the issue of accessibility to naval
records (particular for Irish and British scholars) and the general secrecy
placed on the bases during the war years. Though little knowledge has
been disseminated on the USN presence at Cork up to now, things are
definitely changing tack with renewed local and international interest.
Indeed University College Cork in conjunction with the US Naval War
College is cosponsoring a historical conference scheduled to take place at
UCC in early July 2017. It should prove to be an interesting event with
several foreign guest lecturers presenting papers.
Another curious related fact dating from 1917 is that Vice-Admiral
William S. Sims USN, commander of US Naval Forces in Europe
during the First World War, assumed command at Admiralty House of
the Queenstown command for a very short period. He was nonetheless
permitted the naval courtesy of flying his personal US admiral’s flag
though the command at that time was British even if largely ceremonial.
If recent commemorations held at Cobh, such as those commemorating
the RMS Titanic and RMS Lusitania are anything to go by, the

The Benedictine Convent (formerly Admiralty House), Cobh, Co. Cork, Republic of Ireland, 2016
(Courtesy Seán T. Rickard)

29

Topmasts no. 22

Change of Command: Vice-Admiral William S.
Sims USN, third from right in the Sloop Garden
at Admiralty House, Queenstown, 1917 (Courtesy
Naval Heritage and History Command)

commemoration should be a re
sounding success. Efforts are also
under way to seek USN’s participation
at the event, which is fast approaching.
The Port of Cork, Cork County
Council, the Irish Naval Service, The
Naval Order of the United States and
elements within the USN along with
several local heritage and mercantile
interests are finally consolidating plans
to commemorate the US presence 100
years ago. In addition a brochure is
being produced to provide the general
public with the basic information on
the USN during the war and of the
various events transpiring across the
county in marking this, the centennial
year.
For more information please check
out the following webpages:
https://www.ucc.ie/en/history/
Seán T. Rickard
Overseas Corresponding Member,
Ireland

Miss Margaret (Peggy) Mary Wyllie (1915–2017)
The funeral took place at All Saints Church, Milton-on-Sea of Margaret
(Peggy) Wyllie aged 101, granddaughter of William Lionel Wyllie RA
(1851–1931), the marine artist who took the chair at the first meeting of
the SNR in 1910. I attended the funeral representing SNR with my wife
Jane and Rosemary Dunne, President of the Portchester Society.
Peggy’s father, William Wyllie (1882–1916), an army officer, had been
killed on the Western Front only months after her birth. Peggy had a
career as a school teacher and had a passion for sailing, including racing
Victory class yachts. She never married, but devoted 60 years of her life
supporting her mother who, like so many other widows from the First
World War, never fully recovered from losing her husband.
Prompted and assisted by
Mrs Dunne, I organized on
behalf of SNR the restoration
of Wyllie’s grave at St Mary’s
Church, Portchester Castle. John
Woolnough, monumental stone
mason carried out the restoration
and replaced the missing lead
lettering. The opportunity was
also taken to add Wyllie’s daughter
Aileen’s name to the monument
The Wylie monument in Porchester Castle before
where her ashes had been interred.
restoration in 1999
Aileen (1904–87) had assisted her
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Miss Margaret (Peggy) Wyllie, Rear-Admiral Peter Dunt and Mrs Ruth Fairburn

80-year-old father to paint the 42-foot panorama painting in the Victory
gallery at the Royal Naval Museum just prior to his death.
On 19 April 2000 SNR’s Chairman, Alan Aberg welcomed the assembled
company explaining the Society’s connection with W. L. Wyllie. He then
introduced Colin White, deputy director of the Royal Naval Museum
and chairman of the 1805 Club. White explained Wyllie’s involvement
with the Royal Naval Museum and the work of the 1805 Club. The
Chairman invited the Reverend Michael Cooper, the vicar of Portchester,
to rededicate the memorial.

The dedication, left to right: SNR Chairman Alan Aberg, Rear-Admiral Peter Dunt, Colin White
and the Reverend Michael Cooper
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After the dedication, the chairman invited Rear-Admiral Peter Dunt to
‘unveil’ the Wyllie gravestone. Admiral Dunt was representing the Second
Sea Lord, who flies his flag in HMS Victory courtesy of our Society, which
in 1922 saved her from the breaker’s yard. The admiral expressed his thanks
to the Society and the importance of Wyllie’s paintings recording famous
naval actions.
Attending the rededication was Gordon Lang (85) one of the Sea
Cadets who rowed HMS Rodney’s cutter carrying Wyllie’s coffin from
Portsmouth to Portchester. The Sea Cadets were spared rowing the full
length of Portsmouth harbour by a tow from the admiral’s barge. Passing
up harbour when abreast of HMS Nelson, her buglers sounded the still;
a similar scene was repeated when passing Victory and the battleship
Warspite. The Sea Scouts were paying a fitting tribute to their founder
after Lord Baden Powell had personally invited Wyllie to form the 1st
Portsmouth Sea Scouts.
Wyllie’s granddaughters, Margaret (Peggy) Wyllie and Mrs Ruth
Fairburn, contributed to the cost of the restoration as did Hampshire
County Council and the 1805 Club; SNR paid the outstanding balance of
£117.
John M. Bingeman
SNR Member

A Question of Buttons
I have been collecting British shipping company buttons when I went
to sea. Nearly 40 years later I have over 500 different British shipping
companies, and the collection is now greatly expanded include other nonUK companies, harbours, pilotage and generally anything nautical related.
As with most collectors there are some which I have never managed
to identify and if you could through your pages print the attached
photographs to help with their identification.
Thank you for any assistance in this matter.

Des McLindon (Captain)
SNR Member
dmclindon@btinternet.com
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Milford-on-Sea Historical Record Society
Milford-on-Sea Historical Record Society is currently planning a series
of events to commemorate the bicentenary of the death of Admiral Sir
William Cornwallis in 2019. Cornwallis, Admiral Robert Man and RearAdmiral John Peyton are all buried at Milford, and we are also working
on restoring the memorials at All Saints Church of Cornwallis and Peyton
with the assistance of, among others, the 1805 Club.
The Society publishes an occasional magazine of which I am editor.
Occasional means just that, with the last edition being 2016 and the next
scheduled for 2018. In 2019 we plan a special edition to commemorate the
three admirals. A number of contributions are promised; we believe that we
have broken new ground with Robert Man and hope that we may do this with
John Peyton also. Cornwallis, however, is a very different proposition, with
much material at the National Maritime Museum as yet not even catalogued.
We published a monograph about Cornwallis and Captain John Whitby in
2011, and are thinking now to have two or possibly three articles on aspects
of the life and career of Admiral Cornwallis. We will be able to achieve some
of this in-house, but would welcome collaboration or other assistance from
anyone with knowledge of, or interest in, this under-researched naval officer.
Please contact me on 01425 291122 or at barrymsjolly@gmail.com
Barry Jolly
Milford-on-Sea Historical Record Society

The Royal Navy in the Black Sea 1914–17
I am researching the naval war in the Black Sea in 1914–17, in particular as
seen through the surprisingly substantial surviving reports and memoirs of
the British officers and officials who served in or visited that theatre or who
dealt with the Russian Naval General Staff. The archival material is mainly
at The National Archives, but there is also relevant material at, e.g. Churchill
College, the National Maritime Museum, King’s College London, Leeds
University and Cambridge University Library. One ‘known’ original source
has so far, however, eluded discovery, and I would be grateful to know if any
member knows where it might now be. (I have drawn a blank in enquiring of
the above archives, and also the National Museum of the Royal Navy.)
The source in question is the diary of Lieutenant Norman Ernest Archer
RN, a torpedo expert born 27 August 1892 who was sent to Sevastopol in
1915–16 both to advise the Russian navy about torpedo matters and to relay
news of what the Russians were doing on this subject to the Admiralty.
Photographic evidence in the papers of Admiral R. F. Phillimore, the navy’s
representative at the Russian Supreme Headquarters in 1915–16, shows
that Archer was present when the Russians captured Trebizond in 1916.
(Archer’s service appears to have been much valued both by the Russians
and by the Royal Navy, but he left the Service in 1920 and made a successful
second career at the Dominions Office.) Michael Wilson and Paul Kemp’s
1997 book Mediterranean Submarines (which despite its title also covers the
Black Sea) quotes from Archer’s diary, but gives no indication of where the
diary was held. Please contact me at toby.ewin@kcl.ac.uk
Toby Ewin
Visiting Senior Research Fellow, Kings College, London
33

Topmasts no. 22
Replica of the Ma’agan Mikhael Ship
to be Launched and Sailing
The replica of the Ma’agan Mikhael ship is now completing her sailing
trials, and the official launching and christening took place on 17 March.
She is named Ma’agan Mikhael II, as requested by the head of the project,
the late Prof. Yaacov (Yak) Kahanov. Yak, unfortunately, passed away a
few days before the replica commenced sailing.

The construction of a sailing replica began in 2014. The aims of the
project were to increase our knowledge of ancient ship construction; to
learn more about technologies that were used to build ships in antiquity;
to test the replica’s sailing capabilities; and to learn about life on board.
Rigged with a square sail of 60 square metres the replica performs well
and makes between 4 and 5 knots under a following wind of 10–12 knots.
The uncaulked seams between the strakes have practically stopped leaking
after having been immersed for about two weeks, and the replica responds
well to the side rudder once she attains a speed of 2 knots. However, in
low speeds manoeuvring has to be assisted by reefing either side of the
square sail, using the wind pressure on either side to help alter the ship’s
course.
Dan Mirkin
SNR Member

‘LV50’: Historic lightvessel open to the public
LV50, moored in South Harbour, Blyth, is the oldest timber light vessel in
the UK still afloat. Built in 1879, she is listed by National Historic Ships
UK as being of national importance. She is now in private hands as the
house yacht of the Royal Northumberland Yacht Club, but will be open
to the public on the last Thursday of each month throughout the summer,
between 11:00 and 16:00. This will be a superb opportunity to see around
a truly unique vessel. Topmasts 18 carried an article about her in May 2016.
Frank Higham
Friends of LV50
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Call for Papers
Race and the Sea

Redmond Building, Liverpool John Moores University,
15 September 2017
Since ancient times peoples of different
races have enjoyed a relationship
with the sea. This has included
trade, exploration and the pursuit of
empire. We seek to better understand
the relationship between race and
the ocean. Proposals are invited for
20-minute presentations regarding
the role of race in maritime history.
Presentations may include (but are not
limited to) how race connects to:

• Port towns
• Activities on-board ship
• Conflict and reconciliation at sea
• Maritime warfare
• Maritime exploration and science
• Maritime economies
• Maritime law
• Maritime art
• Tourism and leisure at sea
There are no restrictions on chronological or geographical focus. Equally,
this conference is a timely reminder of the forthcoming ‘Black Salt’
display at the renowned Merseyside Maritime Museum, which will re-tell
the story of Black seafarers working on board British vessels http://www.
liverpoolmuseums.org.uk/maritime/exhibitions/black-salt/index.aspx.
The exhibition runs from 29 September 2017 to August 2018.
Launched in 1996, the Liverpool Centre for Port and Maritime History
(CPMH) is a collaborative venture between the University of Liverpool,
Liverpool John Moores University and Merseyside Maritime Museum.
The centre organizes research seminars and lectures. Individual members
conduct personal research, but the centre also acts as a focal point through
which resources can be marshalled to launch other projects. For more
on the centre please visit: https://www.liverpool.ac.uk/management/
research/centres/history-society-and-institutions/centre-for-port-andmaritime/about/
Please send a short abstract (250 words) and a CV (1 side A4) to
CPMH2017@gmail.com by Friday 26 May. Decisions on acceptance will
be made by early June. It is hoped that participants can call upon their
own departments for transportation costs.
http://royalhistsoc.org/calendar/race-and-the-sea/
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Conferences
Conference to mark the 150th Anniversary of the
Dutch attack on Chatham and the Medway
Marine Etablissement (naval barracks) in Amsterdam 23–24 June 2017
The Vrienden van de Witt (NL) and the Naval Dockyards Society (UK)
announce a major international conference to be held in Amsterdam on
23–24 June 2017, commemorating the 350th anniversary of the Dutch
attack on Chatham Dockyard and the River Medway. This action, which
culminated in the capture of the flagship Royal Charles, has traditionally
been regarded as one of the most remarkable feats in the annals of naval
history, and as one of the worst military defeats ever suffered by Britain.
The conference will be held at the Marine Etablissement (naval barracks)
in Amsterdam, and conference proceedings will be held in English.
Keynote speakers are Dr David Onnekink (Utrecht University) and
Professor Henk den Heijer (Professor Emeritus, Leiden University); the
summary and conclusions will be provided by Professor John Hattendorf
(US Naval War College, Newport, Rhode Island).
The conference will address a wide range of themes, including the
causes and course of the second Anglo-Dutch war, early modern naval
warfare and ideologies, the Dutch and British navies, dockyards and other
naval facilities in the two countries, Dutch amphibious tactics during the
Chatham attack, British responses to that attack, and the legacies and
commemoration of the Dutch raid.
Three-day optional Tour Den Helder, Fort Kijkduin, Kaap Skil Maritime
Museum, the Texel, Sunday 25–Wednesdat 28 June 2017.
Further details can be obtained from Dr Ann Coats, anncoats49@gmail.
com, or at https://www.navaldockyards.org/news For booking form click
on ‘Anglo-Dutch Conference Booking Form’.

2017 Oxford Naval History Conference
‘Economic Warfare and the Sea, 1650-1950’
All Souls College, Oxford, 13–15 July 2017
Following on from the success of the 2014 Oxford Naval History
Conference, ‘Strategy and the Sea’, the conference seeks to attract academics
and naval professionals from across the world, to discuss different aspects
of the relationship between sea power and economic warfare, from the age
of sail through to the early years of the Cold War.
We are delighted to announce that our keynote speakers are Professor
John Ferris (University of Calgary and Authorised Historian, GCHQ)
and Professor Richard Unger (University of British Columbia).
If you are interested in attending the conference without presenting, please
get in touch using the contact form at https://oxfordnavalhistoryconference.
wordpress.com

36

Topmasts no. 22
Winning the Western Approaches: Unrestricted Submarine
Warfare and the US Navy in Ireland, 1917-18
University College Cork 5 – 7 July 2017
Industrial warfare during the First World
War extended under water, as submarines
destroyed up to 5,000 vessels and altered the
course of the conflict. Germany’s resumption
of unrestricted submarine warfare in early
1917 brought the United States into the war
and created severe Allied shipping losses and
dangerous food shortages. A transatlantic
convoy system introduced that year relied
heavily on US Navy escort vessels based in Ireland and France. These
American escorts helped bring Allied shipping losses under control and
protect troop ships packed with American soldiers bound for France. The
American naval presence in Europe contributed to the final defeat of the
Central Powers and announced the arrival of a new military power.
This multidisciplinary conference will explore the consequences of
underwater warfare during the First World War, with special emphasis on
the US Navy’s deployment to Irish waters. We invite papers on all aspects
of the First World War underwater campaign including: submarines,
convoying, food control, naval aviation, shipwrecks, dirigibles, blockades,
troop transportation, mines, merchant sailors, anti-submarine warfare,
coastal communities, propaganda, and military/civilian relations.
Organizers: Dr John Borgonovo (University College Cork), Dr Hiram
Morgan (University College Cork), Prof. Timothy Hoyt (US Naval War
College)

The State of Maritime History Research
University of Greenwich, 9 September 2017
The Greenwich Maritime Centre and the Society for Nautical Research
are excited to announce a major conference to be held at the University of
Greenwich to consider these questions.
For full details, see the Chairman’s Column at the top of this newsletter.

International Approaches to Naval Cities and Dockyards
Swedish Naval Museum, Karlskrona 19–20 October 2017
Naval cities are a deeply international phenomenon, and a conference ins
planned taking an international approach, as well as examining the spread
of maritime culture and technology. The emergence of early modern naval
cities such as Karlskrona represented a dramatic change in the logistics and
technology of the age of sail. Today, naval cities remain hubs of the global
economy. Comparing naval cities in a variety of contexts and time periods
will allow us to discuss the role these cities played in shaping naval power
and international politics. But naval cities were also important as regional
centres. How have naval bases and dockyards influenced the local and
regional environment socially, culturally and economically through the
centuries?
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Karlskrona is an exceptionally well-preserved example of an early
modern naval city. Conference attendees will be given a unique opportunity
to see parts of the city and the base not open to the public. 2018 marks the
20th anniversary of Karlskrona’s UNESCO World Heritage status, and
a selection of papers given at the conference will be published in a book
celebrating this momentous date.

Lectures
The Stammers Lecture, Centre for Port and Maritime History

12 May 2017 The Maritime History of the Falkland Islands: The
Liverpool connection Professor Jim McAdam, Queen’s University Belfast
At Liverpool Central Library Meeting Room, 5.30 p.m.
Free entry, all welcome

Caird Library Research Seminars Programme 2017
A series of seminars convened by the Greenwich Maritime Centre and the
National Maritime Museum
22 May 2017 ‘Sea things’: An epic journey behind the scenes into the
development of a new gallery. Sarah Wood, Exhibitions Interpretation
Curator
How do you develop an engaging and quirky gallery working with 50
curators, over 600 objects, no set narrative and limited space? Discover
how we are putting together the ‘Sea Things’ gallery for opening in 2018,
working with co-curators from local communities, championing littleknown gems from across the NMM collections and presenting maritime
stories from new perspectives, including a number of busts and figurines
in conversation.
26 June 2017 ‘And since that time has never been heard of’: The forgotten
sea apprentices. Dr Caroline Withall, Caird Senior Research Fellow.
The Marine Society’s role in supplying the Navy is well known: the research
here investigates a lesser-known aspect, the recruitment of boys for the
merchant service. It develops not only a missing piece of maritime history
but also sheds light on social and economic issues such as trade routes, the
supply and demand of the sector, ports participating, ages boys were sent
to sea, survival rates, apprenticeship outcomes and social mobility.
31 July 2017 ‘Skidoos, Snowshoes and Climate Change’: curating ‘Polar
Worlds’ Jeremy Mitchell, Historic Photographs and Ship Plans Manager,
and Claire Warrior, Senior Exhibitions Interpretation Curator
The NMM has outstanding collections relating to the historic exploration
of the Arctic and Antarctic. Both regions have been represented as blank,
isolates spaces, removed from the rest of the world. But in the twentyfirst century, the connectedness of the polar regions has become explicit.
We will discuss the ways in which we will be using historic collections to
rethink the ways in which the poles are represented.
25 September 2017 ‘Titanic: Memorialization and memory’ Richard
Coleman, Doctoral Student, Greenwich Maritime Centre
This seminar looks at the memorialization of probably the most famous
merchant-ship loss, RMS Titanic. However, the research undertaken
for the speaker’s PhD shows that differing groups were remembered
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at different times, some with public support, others only after private
initiatives. The session highlights not just who we choose to remember
but how and when.
30 October 2017 Symbolism, Theatre, and Appropriation during the
1797 Spithead and Nore Mutinies
The mutinies in the home fleets of the Royal Navy in spring 1797 posed a
grave threat to Britain’s survival in the war against Revolutionary France.
This talk will explore the rituals and symbols employed and subverted by
the mutinous seamen in order to legitimise their actions, and place these
in the context of collective resistance to authority in 18th century Britain.
Seminars are now on Mondays and will be held between 15.30 and 16.30, in
The Caird Library, Sammy Ofer Wing, The National Maritime Museum,
Greenwich, London SE10 9NF.
Members of the museum, adult learners, independent researchers,
academic and university students and members of the public are welcome
to attend the seminars. No booking necessary!
For further information please contact the Research Administrator on
020 8312 6716 or email research@rmg.co.uk Convenor Martin Salmon

E. G. R. Taylor lecture 2017
organized by the Hakluyt Society
The E. G. R. Taylor Lecture for 2017 will be held at the House of the
Royal Geographical Society, 1 Kensington Gore, London SW7 2AR on
12 October at 6.30 p.m. It is being organized this year by the Hakluyt
Society and will be delivered by Captain M. K. Barritt RN, immediate past
president. He will speak on ‘ “Compassing the Vaste Globe”: Hydrographic
Practitioners of the late Georgian Royal Navy’. He will examine the careers
of two figures and a supporting cast, drawn from the lists in Professor
Eva Taylor’s Mathematical Practitioners of Hanoverian England. He will
discuss the importance of adequate education and enlightened interest,
and illustrate how global warfare against Revolutionary and Napoleonic
France enabled the identification of a cadre which evolved into the Royal
Naval Surveying Service. This profusely illustrated lecture will describe
adventures in challenging waters as the Royal Navy exercised sea control
and projected power ashore.
Admission to the lecture is free and advance bookings should be made
by email or telephone (events@rgs.org and 020 7591 3100, respectively).
Members of the Hakluyt Society and other sponsoring societies (the Royal
Geographical Society (with IBG), the Society for Nautical Research,
and the Royal Institute of Navigation) may each book up to two places
for the post-lecture supper at the RGS-IBG by telephoning the Events
Office from August on 020 7591 3100, between 9:30 and 17:30, Monday
to Friday. Supper will cost £30.00 for a two-course meal and coffee with
two glasses of wine. The final deadline for booking suppers will be noon
on Monday 9 October, but any cancellations or changes must be made by
noon on Friday 6 October and it is regretted that cancellations after that
date cannot be considered. Doors will be open at 17.30 and access will be
via the Kensington Gore entrance to the Royal Geographical Society. A
pay bar will be open from 17.30 to 18.30. Full details, including supper
menu will be available from www.rgs.org/egrtaylor from August.
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Greenwich Maritime Research Seminars
All seminars will be held between 16.00 and 17.00, and will be followed
by refreshments. Members of the museum, adult learners, independent
researchers, academic and university students are welcome to attend the
seminars. If you would like to receive a hard copy of the programme
please contact the Research Administrator on 020 8312 6716 or
research@rmg.co.uk; website http://www.gre.ac.uk/__data/assets/pdf_
file/0005/1159340/Greenwich-Maritime-Seminar-Programme-2016.pdf

King’s Maritime History Seminars, 2016–17
11 May 2017 A Most Disagreeable Problem: The Royal Navy and
Kriegsmarine aircraft carriers, Marcus Faulkner, King’s College London
25 May 2017 The Cutting Out of the French Corvette ‘La Chevrette’
during the Napoleonic Wars, Sim Comfort, independent researcher
This seminar series is hosted by the ‘Sir Michael Howard Centre for the
History of War’, King’s College London, and organized by the British
Commission for Maritime History (www.maritimehistory.org.uk) in
association with the Society for Nautical Research. Meetings take place
on Thursdays at 17:15 in room K6.07, Department of War Studies, KCL,
Strand, wc2r 2ls (6th Floor, King’s Building). Thanks are given for the
generous assistance of the Maritime Information Association, Lloyd’s
Register, and King’s College London. For further information, contact Alan
James, War Studies, KCL, wc2r 2ls (alan.2.james@kcl.ac.uk) or Richard
Gorski, History, University of Hull, hu6 7rx (r.c.gorski@hull.ac.uk)

SNR South
The SNR(South) usually meet at 2 p.m. on the second Saturday of each
month from October to May but check before you arrive. We meet in
the Royal Naval Club, 17 Pembroke Road, Old Portsmouth (near the
Cathedral). Meetings start at 14:00. Members may lunch beforehand in
the Club (full lunch or bar menu) – and enjoy the view over Southsea
Common and the Solent while doing so.

Books by Members
David Balme and Peter Hore Enigma: The untold story
of the secret capture Whittles Publishing 2016, hardback
£16.99
SNR member and fellow Peter Hore has written some
1,000 obituaries for the Daily Telegraph and here he turns
the notes he gathered into telling the story of David
Balme who will be forever known as the 20-year-old
hero who, on 9 May 1941, boarded a German U-boat
in mid-Atlantic, and captured one of the greatest secrets
of the Second World War. This capture – or ‘pinch’ as
it was known within secret, inner circles – changed the
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course of the battle of the Atlantic and shortened the war itself. Balme
was part of a team comprising officers and men of the Third Escort
Group ably led by Commander Joe Baker Cresswell, also commander of
HMS Bulldog, who shared the danger with other unsung heroes such as
Lieutenant Commander George Dodds. Balme was tasked with taking the
Bulldog’s whaler and a small party to board the U-boat U-110 which had
been disabled. However he was alone when initially boarding, entering
and searching the U-boat. Balme and his boarding party succeeded
magnificently in capturing an entire Enigma machine, the essential rotors
and months’ worth of associated cipher material. Balme returned from the
war and never spoke about the secret capture which he believed would
be hidden forever. The story of the capture and ransack of U-110 is told
for the first time in the words and letters of David Balme, his captain Joe
Baker Cresswell, George Dodds and others who took part in the most
important submarine capture of the Second World War. This is the third
volume of a series based from archives which Peter has accumulated in his
years as an obituarist.
Peter Hore (ed.) The Trafalgar Chronicle Seaforth
Publishing 2016, paperback, £20
This is the yearbook of the 1805 Club, has been privately
printed for the last 25 years during which it has established
itself as a prime source of information and the publication
of choice for new research about the Georgian navy,
sometimes also loosely called ‘Nelson’s navy’. Successive
editors have widened the scope to include all sailing
navies of the period, while a recurring theme is the
Trafalgar campaign and the epic battle of 21 October
1805 involving British, French and Spanish ships, and
some 30,000 men of a score of nations. Contributors
to the Trafalgar Chronicle are the leading experts in their field, whether
they are Professor John Hattendorf from the US Naval War College in
Newport ri, Professor Andrew Lambert from King’s College, London,
or antiquarians and enthusiasts. Each volume is themed and new series
no. 1 contains a particularly Anglo-American flavour, focusing on North
America and North Americans in Nelson’s navy, with one article, for
example, describing how the US National anthem was composed onboard
a British warship. Handsomely illustrated throughout, this yearbook
casts intriguing light on that era of history which forever fascinates naval
enthusiasts and historians alike. The 2016 edition is the second edition to
be edited by SNR member and fellow Peter Hore.
Daphne Palmer Geanacopoulos The Pirate Next Door: The untold story
of eighteenth century pirates’ wives, families and communities Carolina
Academic Press 2016 $20
Pirate lore has long captivated us and through the centuries it has worked
its way into our literature, movies and popular culture. But many of these
depictions and our understanding of the nature of the pirate are wrong.
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The Pirate Next Door takes what we think we know
about pirates and turns it on its head by exploring the
human side of pirates the wives, families and communities
of the men who have long been considered outlaws
and outcasts. It delves into the inner lives of pirates,
focusing on their faiths, communal ties and great loves.
Using newly discovered primary sources from the late
seventeenth and eighteenth centuries from archives in
New England and London, this compelling story is told
through the lives of four pirate captains who were active
during the Golden Age of Piracy Samuel Bellamy of
Cape Cod, Massachusetts; Paulsgrave Williams of Block
Island, Rhode Island; William Kidd of New York and
Samuel Burgess of New York. This book corrects longheld beliefs about pirate life and brings to light the strong women behind
these men.
Evan Wilson A Social History of British Naval Officers,
1775–1815 The Boydell Press 2017 £70
This book explores the world of British naval officers at
the height of the Royal Navy’s power in the age of sail. It
describes the full spectrum of officers, from commissioned
officers to the unheralded but essential members of every
ship’s company, the warrant officers. The book focuses
on naval officers’ social status and its implications for
their careers. The demands of life at sea conflicted with
the expectations of genteel behaviour and background in
eighteenth-century Britain, and the ways officers grappled
with this challenge forms a key theme. Drawing on a large
database of more than a thousand officers, the book argues that, contrary
to the prevailing view, officers were mostly from the middling sort,
not the landed elite. It shows how the navy attracted hordes of hopeful
commissioned officers, how unemployment was common for the majority
even in wartime, and how only a select group managed to gain promotion
to post-captain. The book corrects our understanding of the men who
lived and served in the wardrooms of the Royal Navy and refocuses our
attention away from those who won fame and fortune and on to ordinary
naval officers.
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University Courses
University of Exeter
MPhil and PhD courses in Maritime Historical Studies
The Centre for Maritime Historical Studies is the oldest established centre
for this specialism in a British university. The Centre seeks to promote
research into economic, social, political, naval and environmental aspects
of the British maritime past from the earliest times to the present day.
The Centre holds termly research seminars (in conjunction with the
Society for Nautical Research), an annual international Maritime History
Conference and a twice-yearly Strategic Policy Studies Group symposium
(with associated publication).
See the website of the Centre for Maritime Historical Studies.

University of Hull
BA History with Maritime History; MA and PhD
Maritime history is the study of humankind’s relationship with the seas and
oceans. It is a subdiscipline of ‘history’ and cannot survive intellectually
or philosophically without it. Since humans are terrestrial, the history of
their encounters with the sea is implicitly an extension of the history of
lands and their peoples.
The Department of History offers the BA History with Maritime
History in the field of maritime historical studies. Maritime history modules
are also offered to students registered on the History Department’s MA
programmes, while supervision is available for those seeking to undertake
a PhD.
For more information see:
http://www2.hull.ac.uk/fass/maritimehistoricalstudiesce.aspx

Portsmouth University
MA Naval History, one year full time or two years
part time distance learning
What was the Royal Navy’s role in British history, and that of its
empire? Why did Nelson become such a hero and how was he
depicted? Through a unique partnership with the National Museum of the
Royal Navy, this programme explores these questions in the context of
400 years of naval history. You will examine the importance of the Royal
Navy to British and global history, while engaging with the life of the
ordinary sailor in peace and war, the cult of the naval hero, and the navy –
and its sailors – in popular culture. To do so, you will draw on a range of
naval experts, curators, and primary sources, including the rich collections
of Portsmouth’s naval museums. The flexible distance format allows you
to learn from leading naval experts as well as the latest scholarship and
debates in the field. For full details see:
http://www.port.ac.uk/courses/history-politics-and-social-studies/manaval-history/
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University of Southampton
MA/MSc Maritime Archaeology (1 year)
Investigation of the maritime past has gathered rapid momentum in recent
years, becoming a dynamic and focused field of archaeology. As well as
investigating submerged landscapes, settlements and shipwrecks, the
whole ‘coastal zone’ is now being acknowledged as a priority in terms of
protection, management and research.
Introducing your course
Archaeology graduates can develop an exciting specialism through
studying this Masters in Maritime Archaeology degree. Explore the
changing relationship people have had with the world’s oceans and seas
through the technologies of seafaring, histories of environmental change,
the record from submerged landscapes and coastal sites. You will receive
either an MA or MSc certificate on successful completion of this course,
depending on the research and focus of your dissertation.
The Masters course in Maritime Archaeology course provides archaeology
graduates with a fascinating specialism. Achieved through a variety of
theoretical classroom learning and practicing archaeology in seas, rivers,
lakes and intertidal environments. The in depth study of past societies and
their relationship with the water, provides you with the opportunity to
observe shipwrecks and the exhumed artefacts.
http://www.southampton.ac.uk/humanities/postgraduate/taught_
courses/taught_courses/archaeology/v400_ma_msc_maritime_
archaeology.page

University of Malta
MA Global Maritime Archaeology
In October 2016, the University of Malta will be offering a new international
master’s programme in Global Maritime Archaeology. This 13-month
intensive course is being offered in collaboration with the University of
Western Australia and Western Australian Museum.
This MA in Global Maritime Archaeology is intended to expose students
to a broad range of facets that fall within this discipline. Students will be
able to start and develop their careers in the field of archaeology with
special emphasis on the maritime and underwater sub-disciplines of the
subject. Furthermore, students may use the skill garnered from this robust
course to pursue careers that are not related to archaeology. Skills-sets
acquired throughout the one year duration of this programme are multidimensional, flexible and most importantly, desirable to stakeholders and
employers.
We would like to announce that we are offering a scholarship for the
coming academic year. For further information see:
http://www.um.edu.mt/icp/ma-marine-archaeology
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Society for Nautical Research
Membership Report
1 January 2017 to 31 March 2016

New Members
Cate Wagstaffe North Vancouver, British Columbia
Russell Smith Wake Forest, North Carolina, USA
Hiram Morgan Cork, Ireland
Patrick Long Buffalo, New York, USA
Anne Wainwright London.
Joannis Sarris Attiki, Greece
Peter Prescott London
James Hamilton Kingston-upon-Thames, Surrey
Martin Wilcox Kingston-upon-Hull, Hull
Claus Oetjen Bayern, Germany
Robert Norris Tervuren, Belgium
Daniel Quiroz Santiago, Chile
Cheryl Fury New Brunswick, Canada
David Higgins King’s Lynn, Norfolk
Michael Lane Paris, France
William Rubinstein Victoria, Australia
Thomas Beall Rhode Island, USA
Amelia Brown Queensland, Australia
Mike Selwood Falmouth, Cornwall
Donald Fox Alresford, Hampshire
George Dawes Driffield, East Riding of Yorkshire
Rachel Blackman-Rogers Ewell, Surrey
Robert Vlek Zuid-Holland, Netherlands
Henry Kriegstein, Hingham, Massachusetts, USA
Colin Helling Aberdeen, Scotland
Martin Franklin Fareham, Hampshire
William Stevens Auckland, New Zealand
John Fraser Kalamazoo, Michigan, USA
Bryan Oliphant Fernandina Beach, Florida, USA
Lauren Cook Philadelphia, Pennsylvania, USA
Gail Ham Dartmouth, Devon
John Lang Alresford, Hampshire
Bill Whateley Teignmouth, Devon
Michael Moir Toronto, Ontario, Canada
Michael Poyntz Bognor Regis, West Sussex
Daphne Geanacopoulos McLean, Virginia, USA
Roderick Baker Fareham, Hampshire
Neil Westphalen Palmerston, ACT, Australia
Paul Payne California, USA
Niall Hammond Barnard Castle, Durham
Michael Smith Stamford, Connecticut, USA
Frank Murphy Waterford, Ireland
William Fowler Reading, Berkshire
Garth Cameron Otago, New Zealand
Frederick Genest Kingston, Ontario, Canada
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Farris Cadle Garden City, Alabama, USA
Harold Ford Georgia, USA
Simon Blackley Huntingdon, Cambridgeshire
R. Hutchinson Arundel, West Sussex
Gregory Schumacher Holliston, Massachusetts, USA
David Scott Headington, Oxford
Desmond McLindon Plymouth, Devon
Quincy Lloyd Hong Kong
Michael Lamothe Montgomery, Alabama, USA
Pamela Armstrong London
Students
Adam Enguell Clifton, Bristol
Jenna Twyford-Jones Keighley, Bradford
Peter Sturgess Highcliffe, Dorset
Dylan Jarvis Ventura, California, USA
Christophe Austruy Paris, France
Sylvia Bates Stubbington, Hampshire
Anthony Price Bishopston, Swansea, Wales
Beatriz Bandeira Salvador, Brazil
Harry Garside Stockport, Cheshire
Taylor Holshouser New Haven, Connecticut, USA
John Bolt Portsmouth, Hampshire
Sylvan Brémaud Blois, Loir-et-Cher, France
Melisa Balos Miami, Florida, USA
Sally Evans Burra, Shetland Islands
James Cook Everett, Washington, USA
Alexander Nicoll London
J. Perry Norwood, South Australia, Australia
Laurence Ellis San Gabrield, California, USA
Ben Eacott Rossendale, Lancashire
Neil Crossfield Southwark, London
Dawn McQueen Alvechurch, Worcestershire
Rhys Logan Plymouth, Devon
Leonid Sukhorukuv Saint Petersburg, Russian Federation
Brian Hall Huntingdon, Cambridgeshire
Reported Deaths
Rear-Admiral Hill Bishops Waltham, Southampton, Hampshire
Keith Donald McBride Hounslow, Middlesex
Fred Shekleton Blackrock, Dublin
Maldwin Drummond Southampton, Hampshire
Richard Goss Pershore, Worcestershire
Theodore Rye Alresford, Hampshire
Geoffrey Nobbs Westbury on Trym, Bristol
John Armstrong Ealing, London
Nick Slope Loudwater, High Wycombe, Buckinghamshire
W. J. H. Ireland Milford Haven, Pembrokeshire
P. H. Mattocks Gillingham, Kent
J. E. G. Bennell Winchester, Hampshire
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