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Chairman’s Column
The centenary of the end of the First World War seems an appropriate
point to reﬂect on the Society’s contribution in marking some of the
signiﬁcant maritime issues raised by the conﬂict. This year’s
Remembrance Sunday will be particularly poignant. When I was asked to
speak at a Remembrance Day Service a few years ago I said,
The poppies we wear speak of grief, of honour and of commitment.
That deep pool of grief is strangely tinged with a measure of pride as
we honour those who served loyally, who fought for what they
considered right and good, who stood together and supported each
other through the nightmare of the ghastly beastliness of mechanized
war, and who gave of their present that we might have a future.
Remembrance Day is very much a personal matter. The SNR, by its very
being, is concerned with research into maritime history and it is right that
we have, over the last few years that mark the centenary of the First World
War, marked the maritime history of it in a number of ways.
The Mariner’s Mirror has published a number of articles that relate to
First World War, both in the broad sweep of events to the detailed analysis
of speciﬁc actions. The ﬁrst such article focused on the commerce warfare
in the East Central Atlantic and German submarines around the Canary
Islands: a Note followed on commerce warfare in the Atlantic and the
attack on the New Zealand merchant ship SS Otaki by the German armed
cruiser SMS Moewe. The Otaki was lost after a gallant action and her
captain, Captain Basset Smith, was posthumously awarded the Victoria
Cross. Another article focused on the Atlantic addressed the situation with
Portugal and the Azores, where British aid was essential in supporting the
Portuguese navy and in transporting the Portuguese army to Brest to ﬁght
in Flanders. The battle of Jutland was the subject of three articles. The ﬁrst
article concerned the paradox that the battle was a massive naval
engagement in which thousands of lives were lost with little result. The
second was an analysis on how the battle of Jutland was addressed in Sir
Julian Corbett’s Naval Operations, the ofﬁcial history of British grand
strategy written in 1922. And third, an article concerned with recent
commercial salvage on the shipwrecks highlighted the continuing problem
with war graves and destruction of what is now perceived as part of the
world’s cultural heritage. An aspect of the Zeebrugge Raid was addressed
by an article on the conversion of HMS Vindictive and was largely based
on an Imperial War Museum model of the ship as altered. Another article
addressed the Admiralty Prize Fund established to reward the destruction
of U-boats, and looked at the problems and accuracy of the locating,
examining and identifying the wrecks of U-boats in the prize process.
Although the term merchant marine had been in use for many years, an
interesting Note recorded that King George V, in 1922, bestowed the title
Merchant Navy on British merchant shipping in recognition of the
contribution made by merchant sailors during the war. And ﬁnally an
article on the experience of serving on Sir Thomas Lipton’s luxury yacht
Venetia when it was in naval service during First World War.
The Society has in recent years, awarded two Anderson Medals
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featuring aspects of First World War: James Goldrick for Before Jutland
and Innes McCartney for Jutland 1916.
The Society gave ﬁnancial support to the First World War Lives at Sea
Project being conducted by the National Archives and The National
Maritime Museum. The objective of the project is to produce a free
resource derived mainly from transcriptions of service records, and will
facilitate searches for information about Royal Navy ofﬁcers and ratings
who served during First World War. Researchers will be able to ﬁnd out
more about the crews on different ships and at different battles during the
war. The link http://www.royalnavyrecordsFirst World War.rmg.co.uk/
will enable you to ﬁnd out more.
Finally there have been a number of maritime history conferences over
the last four years concerning First World War. The National Museum of
the Royal Navy, as might be expected, held both conferences and a major
Jutland Exhibition. In February 2016 the Society awarded £500 to
Maritime History North and University of Hull with their Battle of
Jutland Conference held on 11–12 June 2016.
No doubt the wealth of detail on maritime events in First World War will
continue to attract research; more will remain to be said in future years.
Admiral Sir Kenneth Eaton
Chairman, Society for Nautical Research

Editor’s Note
Welcome to the November edition of Topmasts. The Chairman, in his
column, has reminded us of the important events that took place 100 years
ago. This edition of Topmasts will, I hope, help us to reﬂect on the
sometimes short lives of those who served their country at sea in the two
largest conﬂagrations of the twentieth century. John Bingeman describes
the newly opened memorial in Denmark to those who lost their lives in
the battle of Jutland, and another article gives a very personal account of
the life of a boy seaman in the Second World War. Captain Peter King has
contributed an article on the clipper Thermopylae and there is also a
follow-up article to the description of the tanker Shwedagon in the
August edition describing the production of oil then and now in Burma.
As well as the regular sections of Topmasts, this edition contains
solutions to the two queries that were published in the last edition that
related to the commemorative pieces marked with the letters SNR.
There are many interesting conferences in the calendar over the next
few months, and I would like to encourage those of you who organize or
attend them to consider contributing a conference report, and if possible,
pointing speakers in my direction and encouraging them to write a short
article relating to their presentation (about 1,000 words) for publication in
Topmasts. And of course, I hope that all who read Topmasts will consider
contributing an article, thoughts or queries that relate to our shared
interest in nautical research.
Nigel Blanchford
Editor, Topmasts
nigel.blanchford@snr.org.uk
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Thermopylæ: The ultimate clipper
150th anniversary 21 September, 1868

Watercolour painting by Geelong pierhead artist D.M.Little

Long over-shadowed in public recognition by her rival, Cutty Sark, a ship
built speciﬁcally to beat her on the China tea trade, Thermopylæ in the
minds of seamen of her time and subsequently, lives on as arguably the
ﬁnest of all the China tea clippers. In 1879, before her second wool
voyage, the Sydney Morning Herald eulogized:
The fastest and handsomest ship in the world is now lying at the
Circular Quay loading for London, and those who take pleasure in
seeing a rare specimen of naval architecture should avail themselves of
the opportunity of doing so. Of course we allude to the Thermopylæ,
the celebrated Aberdeen clipper. The Thermopylæ has all the
appearance of a yacht, and yet she carries a good cargo, is a beautiful
sea boat, and stands up to her canvas well.
Built in 1868 for George Thompson Junior’s Aberdeen Line at the yard of
Walter Hood in Aberdeen, a yard in which Thompson was the principle
shareholder, Thermopylæ from the outset was a one-off. Thompson’s
shipping enterprise was founded in 1825, and by the time of Thermopylæ’s
commissioning, was already well established in the Australian and China
trades with a reputation for deploying fast ships and setting rigorous
operating standards; his earlier clipper, Phoenician, had broken American
supremacy in the China tea trade. In Thermopylæ Thompson was clearly
seeking a jewel for the company’s crown, a ship apart from any other in
the trades she was to ply. Design of the ship was entrusted to Bernard
Waymouth, a senior surveyor in Lloyds Register of Shipping, who had
earlier designed the extreme composite-built clipper Leander,1 and at the
time was engaged in casing Lloyds Register’s Rules for Composite-built
Ships, assisted by his colleague, Harry Cornish, who executed a suite of
1 R. J. Skinner, ‘Robert Kemball (1823–1887): Master of the clipper Thermopylæ and commodore
of the Aberdeen White Star line’, The Mariner’s Mirror 89:1(2003), 59–70.
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exquisite drawings to accompany the Rules. There is some conjecture that
Thermopylæ’s design was in fact the work of Thompson’s son, Cornelius,
who had charge of Hood’s shipyard at that time; the evidence however
points strongly to Waymouth at the very least laying off the lines, which
were far removed from other products of Hood’s yard, and the sail plan of
the ship, probably assisted in the detail by Cornelius Thompson.
Thermopylæ was built on the composite principle – an iron skeleton
sheathed with timber – a short-lived and comparatively expensive shipbuilding form, restricted to high performance vessels such as were
required for the China tea trade. The composite form gave the lightness
and cargo carrying volume inherent to iron ships, while the timber
planking afforded the foundation for nailed copper sheathing – in those
days the only effective protection against marine growth fouling. There is
some evidence of a degree of over-engineering in the initial design of the
ﬁne-lined fore part of the ship, for on two occasions in her early life, the
ﬁrst after her maiden voyage down from Aberdeen to London, there was
need to introduce additional strengthening by way of panting beams with
associated stringer plates in the fore part of the vessel. Whatever, she was
certainly not designed with an ‘Aberdeen Bow’, which some authorities
attribute to her. The Aberdeen Bow was a tax avoiding design device for
which earlier Aberdeen-built ships had been famed, but by the time of
Thermopylæ’s building, a change in the tonnage rules had made the
concept redundant. As built, no ’tween deck was laid. I suspect this was to
optimize the stowage of tea chests, gaining an estimated 15 per cent of
additional stowage volume by avoiding the broken stowage inherent to
laid decks, and a consequential gain in deadweight. At build, she measured
212.0 feet x 36.0 feet x 20.9 feet and 948 tons net.
Thermopylæ was originally ship rigged – three masts, square rigged on
each. Each mast supported ﬁve sails – course, topsail, lower and upper
topgallant and royal sails. The sail plan reﬂected Waymouth’s design. Taller
than normal lower masts led to more acutely angled shrouds, in turn
permitting her yards to be braced further around, enabling the ship to be
sailed closer to the wind (in 1887 her fore and main masts were reduced by
ﬁve feet); her yards were extremely long. To assist the crew in sail handling,
a Cunningham patent brace winch, originally designed for traversing heavy
shore battery guns, was ﬁtted to swing the fore yard. She was also ﬁtted
with Colling and Pinkney’s patent roller reeﬁng to her huge main
topgallant sail; originally, the mizzen topsail was also to be so-ﬁtted, but
Waymouth’s sail plan shows this latter large sail being doubled into upper
and lower topsails, the change being marked upon his plan in red ink.
Thermopylæ sailed from Aberdeen on her maiden positioning voyage to
London on 21 September 1868, laden with granite and whisky, under the
command of Captain William Edwards, the Aberdeen Line’s senior master.
Upon arrival in London, Robert ‘Pile-on’ Kemball took over command,
and Edwards came ashore as the company’s ships husband in London. A
Suffolk man, Kemball unusually had not risen through the ranks of
Thompson’s ofﬁcers, but had been recruited from outside, having carved
for himself a reputation for hard driving; in particular, he had achieved fast
passages in command of the tea clipper Yang-Tze, a vessel hitherto not
noted for speed. His appointment to command Thermopylæ set the tone
for the new vessel’s early life.
5
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Side elevation drawing of ‘Thermopylæ’ (by an unknown pierhead artist)

Sailing from London for the ﬁrst time to Australia on 7 November,
1868, Thermopylæ’s maiden voyage set her trading pattern for the next ten
years:
• London to Melbourne with general cargo; George Thompson Junior
had close trading relations with the Jewish merchant community and
it was said that this relationship procured light, high value cargoes
outwards.
• Newcastle NSW to China or Japan with around 1,200 tons of coal,
loaded to owners’ account, for the coal depots established in the Far
East for the encroaching steam ships.
• China, where she loaded tea for London.
Her maiden voyage under Kemball’s command established records on
each leg: London to Melbourne 63 days; Newcastle to Shanghai 31 days;
and Foochow to London 91 days. (To Kemball’s chagrin, Sir Lancelot
arrived in London a couple of weeks later, having clipped two days off
Thermopylæ’s record). On her ballast voyage from Melbourne to
Newcastle, she overhauled HMS Charybdis, whose commanding ofﬁcer
made the memorable signal:
Goodbye. You are too much for us. You are the ﬁnest model of a ship
I ever saw. It does my heart good to look at you.
Thermopylæ arrived at the beautiful Pagoda Anchorage at Foochow on 2
May 1869, where she was to load her ﬁrst tea cargo, sporting a golden
cockerel at her mainmast head. This arrogant gesture caused some
resentment among the crews of the other tea clippers anchored there
waiting for their cargoes (and earned her the title ‘Damned Scotsman’
among her fellows); one night, the cockerel was stolen by a seaman from
the Sir Lancelot, who had swum across to the vessel, under the cover of a
6
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party which was being held on board. The bird was later returned.
Thermopylæ continued on the triangular service until 1879, with a single
further voyage 1881, maintaining consistently fast passages, and generally
out-pacing her rival Cutty Sark. On only one occasion, in June 1872, did
the two clippers race neck and neck. Both loaded at Shanghai and crossed
the Woosung Bar on 18 June. They raced neck-and-neck down the South
China Sea and through the Gaspar Straits out into the Indian Ocean.
Approaching the South African coast on 14 August, high winds and heavy
seas led to Cutty Sark’s rudder carrying away. In an epic feat of
seamanship, Cutty Sark’s commander, Captain George Moodie mobilized
his crew to manufacture and ﬁt a temporary rudder at sea, and the ship
continued her voyage on 21 August. Further problems were experienced
with the jury rudder on 20 September, necessitating bringing it inboard to
effect strengthening, costing a further day. Thermopylæ in the meantime
was bounding ahead, docking in London on 11 October, 115 days out,
with Cutty Sark following her on the 18 October 1872, a notable feat
given her rudder problems. It was generally agreed that Cutty Sark was
the moral victor on this occasion.
Thermopylæ switched her Australian terminal from Melbourne to
Sydney in 1879, at which time she entered the wool trade homewards. She
undertook a single last tea voyage in October 1881, by which time, racing
tea steamers had eclipsed the beautiful clippers. Thermopylæ settled on the
Sydney wool trade for the next eight years, but again, steam and vastly
increased cargo insurance premiums for cargoes carried on older sailing
ships intervened; in common with other notable clippers, she lost the wool
trade, and for her last two Australian voyages, was forced to accept
tramping cargoes homewards, in her case oil shale to Rotterdam. Other
clippers ballasted or carried coal from Australia to the west coast of North
America, from whence they sourced timber or grain cargoes for Europe.

Loading timber on ‘Thermopylæ’ at New Westminster BC under the Canadian ﬂag; note the
timber ports cut in the hull at the level of the dock
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In May 1890 Thermopylæ was sold in Rotterdam to William Ross,
merchant of London, who sold her on in 1891 to his business associate,
Canadian Robert Reford, proprietor of the Mount Royal Rice Milling
Company of Montreal; the ship was registered de novo in Montreal in
1890 and again at Victoria BC in 1891. Under new ownership, after a
positioning voyage to Singapore with Welsh coal, she engaged in carrying
rice from Burmese and other Southeast Asian ports to British Colombia to
feed the large Chinese labour force brought in to the west coast of North
America to build railways and other infrastructure projects. Outwards,
with ports cut into her bows to facilitate loading, she loaded timber at
North American west coast ports. Under her new owners, she continued
to attract attention and maintain fast passages, even though in 1892, for
crew economy reasons, she was cut down to barque rig, with her fore and
main topmasts reduced in length by two feet; her hull was re-painted
white from the beautiful blue/green of the Aberdeen Line. On one
occasion, she paced a Canadian Paciﬁc mail steamer for a whole day. Such
was the warmth with which she was regarded that a Thermopylæ Club
was founded for old square-rigged seafarers in her home port of Victoria,
Vancouver Island, which continues to this day. There was even a locally
minted Thermopylæ dollar to commemorate the ship.
Thermopylæ worked for Reford for ﬁve years until 1895, when scrutiny
of Lloyds Register survey certiﬁcates suggests that she had become an
increasingly costly asset to maintain, she was put up for sale. Following a
positioning voyage with timber from Port Blakely in Puget Sound to
Leith, she was sold to the Portuguese navy and re-named Pedro Nunes,
with the intention of converting her into a sail training vessel for the
Portuguese navy. The plans produced in Lisbon for her conversion show
her restored to ship rig, with topgallant poop and forecastle, a gun deck
complete with cannons and the addition of a lower ’tween deck. ‘Armed’
(commissioned?) in August 1896, a survey of her hull showed that her
condition had deteriorated too far to contemplate the intended
conversion, and she was reduced to a coal hulk. On 13 October 1907, she
was towed out to the mouth of the Tagus, where as part of a naval regatta
in the presence of the queen of Portugal, she was sunk by two Whitehead
torpedoes ﬁred from torpedo boats.
Frequent comparisons are made between Thermopylæ and Cutty Sark;
the latter has the advantage of still being with us. In service Thermopylæ
was probably faster in light deadweight and light wind/sea conditions of
the tea trade, while Cutty Sark came into her own in the heavier wool
trades, involving the heavy sea conditions rounding Cape Horn
homewards. A 3-D computer modelling of the two vessels’ underwater
forms concluded that while both vessels had very similar underwater
proﬁles, Thermopylæ had lower hull resistance when sailing to windward
[the tea trade] while Cutty Sark appeared to have had a lower hull
resistance at high speeds with the wind behind her [the wool trade].2
Thermopylæ’s success was a product of a number of factors, enumerated
by George Thompson Junior’s great grandson, the distinguished appeal
court judge Sir Andrew Leggatt, as being
2 C. E. H. Tonry et al., ‘Digital modelling in the performance evaluation of 19th century clipper
Ships: The Thermopylae and the Cutty Sark, RINA ‘Historic Ships’ paper, November 2014.
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•Her initial design and construction;
•Her maintenance, for which no expense was spared;
•The quality of her ofﬁcers; and,
•Luck – that elusive, but indispensable, component.
From a seaman’s standpoint, it is probably the quality of her ofﬁcers
which stood her (and indeed all the Aberdeen Line ships) apart; a
comparison of the ofﬁcial logbook entries of Thermopylæ and Cutty Sark
demonstrates the point.3 While Thermopylæ’s crew, like any other clipper
of the time, were picked up progressively along the voyage as vacancies
occurred, George Thompson Jnr’s ofﬁcers were in the main home grown,
groomed from apprenticeship through to command in the disciplines and
standards attaching to the Aberdeen Line’s service. Kemball was a notable
exception, but he ﬁtted the mould perfectly, and went on to become
commodore of the company in command of the beautiful passenger
clipper Aristides.
Captain Peter H. King FNI
SNR Member

Memorial Park for the Battle of Jutland,
Thyborøn, Denmark
In Topmasts for February 2016 (no. 17) Innes McCartney’s article
included an artist’s impression of the future memorial park for the battle
of Jutland. In May 2018 my wife and I had the opportunity to be shown
round the now completed park by Gert Normann Anderson, who
conceived the idea and with his company JD-Contractor A/S funded the
main part of the Park as a gift. Any SNR member visiting Denmark
should include Thyborøn in their itinerary to visit this amazing memorial
to the battle of Jutland. Standing among the wild grass covered sand dunes
are obelisks laid out in their relative positions to where each ship sank in
the North Sea. Britain lost 14 warships with 6,094 men including three
admirals; Germany lost 11 with 2,551 men. A twenty-sixth stone near the
Park exit is dedicated to those 858 men who lost their lives while serving
in ‘Other Ships’ during the battle of Jutland. Outside the park, there is the
twenty-seventh stone for all Danes who lost their lives at sea between 1914
and 1918.
The twenty-sixth memorial obelisk is in memory of men killed in ships
taking part in the battle of Jutland.
John M. Bingeman
Fellow, SNR
Editor’s note: John has a special interest in the ﬁfth HMS Invincible
(1907–16). He was HM Government’s historic wreck licensee from 1980
to 2010 to excavate the ﬁrst 74-gun Invincible (1747–58) wrecked off
Portsmouth.]

3 J. Cross, ‘Thermopylae vs Cutty Sark: The 1872 ofﬁcial logs’, The Mariner’s Mirror, 60:2 (1974),
63–72.
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The Memorial Park at Thyborøn
Second row: Gert Normann conducting the Bingemans around the
park and John at the memorial stone to 1,026 men of the ﬁfth HMS
‘Invincible’ (Photographs Ingeborg Svennevig)
Third row: The stone to eight men from HMS ‘Nomad’, recently
visited by relatives of Leading Seaman John Wiles who had his
twenty-ﬁrst birthday on 12 April 1916; a twenty-seventh stone
outside the Park in memory of 654 Danish seamen and ﬁshermen
who lost their lives while serving in 308 ships and 16 ﬁshing vessels
sunk during the First World War; and the memorial stone to the 858
men who lost their lives serving in ‘Other Ships’ during the battle of
Jutland (Photographs Gert Normann Anderson; other photographs
by the author)
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Peter Martin
A Boy Seaman at War
Peter Martin followed his older brother Keith into
the Royal Navy, joining as a boy seaman at the age of
15½ to undertake basic training in HMS St George.
The brothers were from a naval family; their father
Charles, a petty ofﬁcer carpenter, signed on for 12
years in 1898, but extended his service until 1920.
Peter’s initial training took place in HMS St
George, a boy’s training establishment opened in
1940, taking over from HMS Ganges and HMS St
Vincent, which provided new entry training for
hostilities only seamen, and pilots and observers
respectively. HMS St George was located in the Isle
of Man in a requisitioned holiday camp near Douglas
Peter Jack Martin
and at Ballakermeen School, some 4 miles from the
camp. The routine followed the usual round of boys’ training – parade
ground, seamanship and rope-work, and gunnery mixed with classroom
education and sports.
Peter was a good correspondent, writing to his older brother and sister
as well as his parents, and what follows is a snapshot of the Second World
War at sea seen through the eyes of a boy seaman, taken from these letters
(including the occasional interesting spelling).
As you can see I have left St George. When we came back from Easter
leave we went into the Draft Division. It was a special division for
boys on draft routine. It was supposed to toughen you up for sea and
it sure did me.
The toughening up programme was ‘Commando Drill’ which
was mainly going over the blinking obstacle course in oilskins,
musketry order, gas masks on, and a riﬂe, and also getting up about
two o’clock in the night and hauling a ﬁeld gun to Onchan and back
or going up to the football ﬁelds in full kit and mopping up make
belief parachutists. It was awfull.
Then a draft chit came. It was after supper one night ﬁve days
before we were supposed to go when Thomas came bursting in on us
and told us we had got a draft chit.
We left on the 23rd of April and arrived at the Phoebe on the
morning of the 24th. She’s a nice ship.
HMS Phoebe was a new Dido class anti-aircraft cruiser, and she had
already seen her fair share of the war, having taken part in the evacuation
of the army from Greece and then from Crete. But during a supply run
from Alexandria to Tobruk in August 1941 she was torpedoed and hit
starboard side forward, resulting in signiﬁcant ﬂooding. After temporary
repairs in Alexandria, she sailed to New York, where permanent repairs
were carried out in the Brooklyn Naval Yard. She returned to Devonport
in April 1942, when Peter joined her. Peter’s letter continues.
After we had been on board a day I went MAA’s messenger. I
remained at that for about a week and then we got our commissioning
11
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cards and I was boys bath sweeper. After a few days of that I went
back to MAA’s messenger.
There are 15 boys on board here. The Divisional Ofﬁcer is the
Gunnery Ofﬁcer and he’s not too bad.
When we left Devonport we went up to Scappa Flo. It was on that
trip going around the north of Scotland that I was seasick, but I
haven’t been sick since (touch wood).
After about ten days at Scappa we went to Stranraer on the West
coast of Scotland. From there we took the King and Queen over to
Ireland with two destroyers as escorts.
We spent two days in Belfast and I went ashore the ﬁrst day and
went to the pictures twice. The King and Queen went back to
Stranraer in a destroyer with the Phoebe as escort. I had to follow the
MAA around as I am his messenger so I saw plenty of the King.
After saying farewell to the king and queen Phoebe visited a number of
ports and Peter made clear what he thought of them: Greenock – ‘I went
ashore there and it didn’t seem much of a place to me’; Gibraltar – ‘The
“Rock” was a lot different than I expected it to be. I thought I would see a
towering black mass of rock but I didn’t. It was yellow in colour with
trees starting about half way up.’
Although Peter made no mention of it, Phoebe was at Gibraltar to take
part in Operation Pedestal at the beginning of August 1942. This was the
vital convoy that provided relief supplies for the island of Malta, allowing
its continuing use as a base to attack the supply convoys for Rommel’s
army in North Africa, and thereby turning the tide of the battle in North
Africa. The convoy was very hard fought, but the censor prevented Peter
from making any more than an oblique comment, ‘I suppose you have
heard all about the Eagle and the Manchester. Rather sad isn’t it.’
Clearly, Peter enjoyed Freetown, Sierra Leone and all the fruit that was
then unobtainable in Britain.
Its lovely scenery going into the harbour.
I went ashore two or three times there and as soon as you step off
the liberty boat you are surrounded by a horde of native boys, all
yelling there heads off wanting you to take one of them for a guide.
You can’t hear yourself speak to tell them to scram.
We followed all the other ‘whites’ into the town with this horde
still following us.

HMS ‘Phoebe’
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When we arrived in town we picked one of the smaller boys to take
us to the canteen as we wanted a drink, and no sooner had we picked
one of them than all the others went away. He took us to the canteen
and waited outside for us. We went in and had a lovely cool drink.
We came out and asked him to take us to the fruit markets. We
went there and bought, bananas, pineapples, oranges, mangoes,
coconuts, limes and a thing they called a pear but tasted like nothing
on earth. Just think of all that lot.
We then decided we would go back and our guide decided he
would take us back through his village. When we had got through
the village we came to a river. There weren’t any boats or anything to
take us across so we thought we would have to turn back but our
three hefty pals carried us across.
When we went ashore next time I went swimming. There is a Lovely
beach at Freetown with huge breakers rushing at you all the time.
PS I have just had a letter from you and Dad and I am very pleased to
hear that you are all well and safe.
Having returned to Freetown after escorting RMS Queen Elizabeth to the
USA he writes,
The day after we arrived (in Freetown) I went ashore, swimming with
my pal. I arrived on board loaded with bananas and coconuts.
I went down the mess and went straight to my locker to put my
goods away. I was half way through the operation when one of the
boys on the mess said there was a surprise for me if I went and had a
look. Well I thought he was being funny so I didn’t take any notice.
I carried on putting my things away and had just ﬁnished when who
should appear from round the lockers, nobody else but Keith. Well,
I tell you, I was very surprised.
In September Phoebe and Sirius were deployed to South Africa,
I have had a very nice time since I saw Keith . . . We went to a big
town in South Africa where we had 36 hours. All the boys stayed out
in the country at peoples houses that took us in. My pal and I went
horse riding. We also ‘fell in love’ but I’ll tell you about that later.
That was the last letter received from Peter. On returning to Freetown in
October 1942 for South Atlantic convoy escort duties HMS Phoebe was,
on 23 October, torpedoed by U-161 off Pointe Noir, French Equatorial
Africa, abreast Q turret causing major structural damage and ﬂooding.
Sadly, it was the boys’ mess that took the main force of the explosion and
Boy Seaman 1st Class Peter Martin was killed instantly. He was 16 years
old. Mrs Martin received the dreaded telegram on 24 October, a few weeks
after the death of her husband following a long illness.
He had clearly made a good impression on those around him, as can be
seen from the letters received by his family after his death. One of his
hosts in South Africa wrote:
As our four sons are all on service overseas . . . We are delighted to
show friendship to the sons of others. Your boy is a dear, and we were
13
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only sorry he could not stay longer. He looks well and seems happy
in his ship.
Another said:
I offered to write to you and Peter was so pleased. He is in the best of
health and there is no need for you to worry about him. While they
are around the South African Coast I don’t think they will run into
much action.
His divisional ofﬁcer was the gunnery ofﬁcer, and after Phoebe had once
again arrived at Brooklyn Navy Yard in New York Lieutenant John G.
Wells wrote:
I am writing to offer you my deepest sympathy at your son’s loss . . .
Peter is a great loss to the ship. His action station was next to me
during the whole of the Malta Convoy which I expect he told you
about in August. During this time he displayed the utmost calmness
and courage during air attacks and an untiring energy with his
important job as my assistant . . . He was always so very bright and
alert, of much more intelligence and reliability than many of the
others put together. He was doing so well in the ship and had a
promising future ahead of him. He was of the type that was bound
to succeed because he was so keen and able, so happy and conﬁdent,
popular with ofﬁcers and men alike . . .
I feel all this must be so very hard for you to read. I hate having to
write letters like this, but in Peter’s case I did want you and his brother
and sisters to feel he died as one of the very best, one whom the navy
can ill afford to lose because they don’t breed many of his type.
When this bitter and unhappy war is over, I should like to tell you
more in person if the opportunity should arise.
Revd James Benstead RNVR, Phoebe’s chaplain wrote:
He was buried on Oct 27th, in a little cemetery which has a place
reserved for the Royal Navy. I enclose a copy of one of the prayers
used at his burial, which took place at sunset in the presence of his
friends, Our Royal Marines Band and a ﬁring party were also present
. . . I sympathise with your feeling that your boy was too young to
face such danger. It is very disturbing
indeed.
Books of Remembrance containing the
names of all 534 boy seamen killed in action
in the Second World War can be found at
Portsmouth Cathedral, the Anglican
Cathedral, Liverpool, Devonport Dockyard, the Historic Dockyard, Chatham and
HMAS Cerberus, Melbourne, Australia.
The cemetery at Pointe Noire, Congo Republic,
maintained by the Commonwealth War Graves
Commission. Peter lies alongside ﬁve other boy
seaman shipmates, and a seventh was buried at
sea.

Margaret Catlow, Peter’s niece, as told to
Nigel Blanchford, SNR Member
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Myanmar (Burma) Oil Trade
in the Twenty-ﬁrst Century
Reading Peter King’s article, ‘The Cased Oil Trade from Burma and the
Tanker ‘Shwedagon’, 1912–1952’ in Topmasts 27, I was prompted to recall
a two-week sightseeing cruise down the river Irrawaddy in 2016, when we
witnessed how oil is recovered in the twenty-ﬁrst century.
British soldier–diplomats as long ago as 1635 made observations on oilproduction. In 1755 George Baker and John North found ‘about 200
families chieﬂy employed in getting Earth-oil out of Pitts’. In 1795–6
Major Michael Symes reporting for the Governor General of India noted
that ‘ the celebrated wells of Petroleum . . . recovery of oil using an iron
pot fastened to a rope’. The Burmah Oil Company (1886–2000), now part
of BP, takes us to more modern times. There are hereditary rights for oil
extraction enjoyed by many families going back hundreds of years while
operating alongside the drilling rigs of modern oil companies. There are
serious risks attached to digging new ones. At the latter stages someone
working at the bottom may only last for 30 seconds owing to oil vapours;
the workers would rapidly be hauled to the surface, and the operation
repeated until oil was ﬁnally struck.
These 2016 photographs illustrate what we observed on the west bank
just south of Bagan. It seems surprising in this day and age that families
with their hereditary rights were still operating and achieving what is
presumably a proﬁtable business.

Their technique today is to ﬁll the large oil barrels, and then roll them
down the hillside to be shipped in outboard motor powered small river
craft.

In another area there may have been a co-operative, as there was a large
stock of barrels with a much larger river vessel to service them.
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So different from the eighteenth century report of ‘immense pyramids
of earthen jars . . . we saw several thousand jars ﬁlled with it ranged along
the bank . . . the smell of oil was extremely offensive’. And a further
comment ‘of earthen jars continually breaking and the contents mingling
with the sand’.
There still is a thriving industry in producing earthen jars, though no
longer needed as oil containers. These jars, and much larger sizes, were
seen being shipped both up and down the river. The left photograph
shows jars ready for ﬁring and the ﬁring mound behind with the Burman
in a blue robe making an incision to check whether the ﬁring is complete.
The one on the right is a small typical trading vessel embarking jars.

Slightly further down the Irrawaddy was an industrial oil facility with
their traditional ‘donkeys’ at a standstill. This was a complete contrast to
the hive of activity displayed by those working the traditional method oil
extraction only a few miles upriver.

A traditional ‘donkey’ extraction
pump can be seen here.
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Today, Myanmar has a sophisticated mineral extraction licensing system
based on English Law which permits international oil and gas companies
to explore and produce oil and gas. There is a highly developed offshore
gas industry supplying not only Myanmar but exporting to both Thailand
and China valued at US$ 5 billion a year.
Author’s acknowledgement: I have relied heavily upon the work of M. F.
Ridd and A. Racey, ‘Historical background to Myanmar’s petroleum
industry’, chapter 4 in Petroleum Geology of Myanmar, Geological
Society of London Memoir 45 (2015), and M. V. Longmiur, Oil in Burma:
The extraction of ‘earth-oil to 1914 (White Lotus, Bangkok, 2001)and to
the others acknowledged by them.
John M. Bingeman,
Fellow, SNR
(Assisted by Tim Lines, Oil Industry Consultant)

Two Museums in Cromer
There can be nothing ﬁner than a day at the seaside and I chose a
wonderful autumnal day to visit Cromer, and in particular the two main
museums. Both are easy to ﬁnd, as is Cromer. It remains a popular seaside
destination, has some wonderful places to eat and some fantastic
bookshops among other delights.
The ﬁrst museum I went to is run by Norfolk Museums and dates back
to the middle of the twentieth century when the town council bought and
converted eight former ﬁsherman’s cottages. The ﬁsherman theme is
central to this museum and one of the cottages has been set up so visitors
can see the way in which the
families would have lived.
In the courtyard is a magniﬁcent
boat used for crabbing, although if
you are going to visit, check ﬁrst as
over this winter it is due for some
renovation work at Stiffkey. This
boat is typical of the type used all
around the coast of the UK but I
am always in awe of their size and
just how much muscle power
would be needed to crew it in
choppy seas.
The museum has used the other cottages around the courtyard for
displays to explain the geology of the area, along with a ﬁne collection of
prehistoric ﬂints and fossils. However, I was pleasantly surprised to also
ﬁnd an exhibition of the photography of Olive Edis, a pioneering
twentieth-century photographer who, as well as being the ﬁrst female war
photographer, took some of the most expressive portrait photos I have
ever seen, particularly those of Cromer ﬁsherman. The permanent
exhibition of her work is called Fishermen and Kings.
It is a short walk from the Cromer museum to the Henry Blogg
Museum, built and run by the RNLI. It celebrates the life of Coxswain
17
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Henry Blogg. At the risk of being controversial I do
think the title of hero is bandied around too often
these days, but using it to describe Henry Blogg
seems an understatement. He served for 53 years on
Cromer’s lifeboats and along with his crews saved
873 lives. Among his many honours are 3 gold and 4
silver medals from the RNLI, a George Cross and a
British Empire medal. He did not retire from RNLI
service until he was 74 and the museum was
founded to commemorate this great man. I think
this museum is one of the ﬁnest purpose-built
museums I have ever visited. The cheerful volunteer
staff were very welcoming and the centrepiece
lifeboat, once used by Blogg, is a marvel of wood and polished brass.
Interesting activities for children and adults are available and I found my
second childhood playing with a Morse transmitter. I also took this photo
of a portrait of Henry Blogg that hangs in the museum. Entrance to the
museum is free with a donation box at the exit. I am sure that you will
want to leave more than loose change as you leave.
Bob Smith
SNR Member

Shipping during the Industrial Revolution:
Newly Accessible Data from Lloyd’s Registers
Thanks to a grant from Lloyd’s Register Foundation and with the support
of our universities, we have prepared a searchable database of information
from selected volumes of The Register of Shipping (hereafter Lloyd’s
Register) published between 1776 and 1860. This resource is now available
to researchers on the Duanaire site:
http://www.duanaire.ie/maritime/lloydsregister/
Here we lay out the methods used to construct the database and provide
a few illustrations of how it might be used.
Lloyd’s Register is well-known source to maritime historians, but has
been awkward to use. Knowing a vessel’s name opens up a range of
standard information about its master, owner, tonnage, rigging and use, as
well where and when it was built, sheathed or doubled, repaired and
surveyed. But if one is looking for a particular master or owner without
knowing the name of the vessel, the only options are to peruse entire
volumes or to search their digitized versions. Given the prevalence of
abbreviations in the registers and the irregularity of the printing in the
early volumes, such searches are not very reliable. More systematic
research on masters, owners or ship characteristics requires labourious
extraction of the data by scanning or searching, and has rarely been
undertaken.1
Our database has been created third-hand from original registers. In the
1 Exceptions include Joseph A. Goldenberg, ‘An Analysis of the Shipbuilding Sites in Lloyd’s
Register of 1776’, Mariner’s Mirror, 59:4 (1973), 419–35; Goldenberg, Shipbuilding in Colonial
America (Charlottesville, 1976); Peter M. Solar and Klas Rönnbäck, ‘ Copper Sheathing and
British Slave Trade’, Economic History Review, 68:3 (2015), 806–29.
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1950s or early 1960s the Lloyd’s Register ﬁrm made a concerted effort to
assemble a complete set of the early registers. As can be seen from the
original volumes, now held in the British Library, they came from many
different subscribers. No volumes for 1777, 1785, 1788 and 1817 were ever
located. In 1963 the volumes collected by Lloyd’s Register were used by
Gregg Press to create a reprint edition, and this reprint series is held by
many libraries. In recent years Google and others have digitized these
reprints and made them available online. Our database has been
constructed in the ﬁrst instance from transcriptions into Excel ﬁles of
information from these scanned volumes.2 We started with 1776, the ﬁrst
complete volume, continued with 1779 and 1784 since the 1780 volume
was incomplete and there was no volume for 1785, and then took the
volume for every ﬁfth year from 1790 to 1860.
A typical entry in Lloyd’s Register has two lines. The main line contains
standard information on each vessel: name, rigging, sheathing and/or
doubling, master’s name, tonnage, place where built, year when built,
owner’s name, place where surveyed, use and classiﬁcation. Until 1833 this
line also contained the vessel’s draught and from 1834 the port to which it
belonged and the number of years during which it had its current
classiﬁcation. The second, subsidiary line includes incidental information
on decking, repairs, hull timber, guns and whether the vessel was a
‘constant trader’ or the property of newly independent Americans. Since
the information on the subsidiary line was intermittent and difﬁcult to
code, the transcriptions contain only the information on the main line,
with the exception of draught and years of current classiﬁcation.
This data was then thoroughly checked against the register scans. In
doing so we found that the reprint edition contains many duplicate pages,
which were then eliminated from the database. Entries that were illegible
in the scans were checked against hard copies of the reprint series and, if
necessary, against original volumes in the British Library. Entries that
were still illegible were either left blank or question marks were used to
indicate characters that could not be read. Given the number of entries and
the irregularities of late eighteenth-and early nineteenth-century typography, transcription errors may remain and we welcome corrections.
The database contains 215,722 entries, with the numbers of
observations for each year shown in table 1. There are two clear breaks in
the series. The numbers of entries grew gradually until 1800, then
increased by more than 50 per cent to 1805. The entries remained the
range from 15,000 to 18,000 until 1830, after which they fell off to 10,000
to 12,000. The breaks correspond to the rise and demise of a competing
publication, The New Register Book of Shipping, the volumes of which
were sometimes known as the Red Books as their binding distinguished
them from the existing Green Books. Competition clearly led to the
incumbent becoming more active in the early 1800s. The two publications
coexisted until their merger in 1833. The years from 1834 to 1838 was
clearly a transitional period. During these years many entries contained
only the ship name, master’s name, tonnage and the port to which the ship
belonged, and it clear that the list of ships was being culled.
2 The transcriptions were very capably done by Verasia Infosoft Pvt Ltd. We thank Mayank
Dataniya and Ashish Raval for co-ordinating this work.
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Table 1

Ships in Lloyd’s Registers, 1776–1860
1776
7,527
1820
1779
6,786
1825
1784
8,157
1830
1790
7,790
1835
1795
8,450
1840
1800
9,616
1845
1805
15,425
1850
1810
15,174
1855
1815
17,062
1860

15,137
14,803
17,681
13,936
12,882
12,735
10,599
10,720
11,242

The prevalence and multiplicity of abbreviations in the registers makes
the basic transcriptions less than a useful tool. Ship names were generally,
though not always, spelled out. But even here there were variants: Saint
and St; Duke, Duke of; M’, Mc and Mac. Master, owner and place names
were usually abbreviated unless they were less than six or seven letters.
Abbreviations could vary considerably. An extreme example is
Newfoundland, a place name that was abbreviated in 58 different ways.
In order to facilitate searching and analysis, we have created
standardized and fully spelled-out ship, personal and place names from
the abbreviations. In the case of ship names, this was done by reviewing
related names, an exercise which revealed some inconsistencies in the
original registers. For example, a vessel built in Workington in 1811 was
listed as Carrick in 1815 and 1820 and as Carricks from 1825 to 1845. It
also brought out further errors to be corrected in the transcriptions. The
standardizations of personal and place names were more effective for place
names than for personal names. The place names were reduced by 50–60
per cent; the personal names only by 19–24 per cent. Users are advised to
consult ancillary ﬁles on the website that show the correspondences
between abbreviations and standardized forms. Moreover, there are many
abbreviations that have stumped us, including a thousand or so places for
which we would welcome help from the geographically curious. In any
case, the expanded entries in the database for individual vessels show both
initial and standardized ship, personal and place names.
We have grouped place names by region, both region of the UK and
region of the world. By reference to contemporary maps and gazetteers, we
have done our best to situate some very obscure places, often with names
different from those used today. One complication to this regional
classiﬁcation is that over time the places where vessels were built became
more speciﬁc. In the late eighteenth century they were often given as regions
(Wales, New England) or countries (America, British, Sweden) rather than
ports. Another complication concerns places in different regions with the
same name: Boston, Lincolnshire and Boston, Massachusetts; Newport,
Wales and Newport, Rhode Island, etc.
We have standardized the presentation of the years in which vessels were
built. In the late eighteenth century they were recorded as two-digit
numbers. In the early nineteenth century the age of the ship was given
instead of the year in which it was built. Comparisons with earlier and later
volumes when dates were given shows that the age was calculated from the
date of the volume. From the 1830s four-digit numbers were used for the
year of build. All of the earlier data has been standardized to four digits.
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The database makes it much easier to access the information in Lloyd’s
Registers for many sorts of research. Suppose, for example, that you were
looking for a Robinson who was master of a ship bound for the West
Indies around 1815. Filtering the database on these characteristics would
yield the Berlin bound for Jamaica and the Canada for St Croix. Someone
interested in shipbuilding at Hull would ﬁnd 21 vessels built there in 1784
and 20 in 1795, and could then download the information and analyse the
tonnages, riggings and potential uses of the ships built. An investigation of
the shipping to Arkangel in the early 1820s would show that 43 vessels
listed as being bound there in 1820 and 48 vessels in 1825, yet only ﬁve of
these vessels were listed in both years.
Peter M. Solar, Université Saint-Louis, Bruxelles
Aidan Kane, National University of Ireland Galway

The Fenland Lighter Project
Some comment on the operational interface between seagoing
vessels and the Fenland lighters in their heyday,
about 1700–1850
During the course of 2018 various FLP columns (see Topmasts 25–27)
have considered, albeit brieﬂy, the seagoing trafﬁc with which the Fenland
lighters co-operated during their long heyday as above. Now it is time to
add something more about the interface which existed between the sea and
river components that were involved. This requires reference to the OuseNene Complex of waterways (for map see Topmasts 25, 21). Both of the
main rivers, i.e. the Great Ouse and the Nene, have their outfalls into the
Wash, that formidable feature of England’s eastern coastline. Two key
seaports played their part: King’s Lynn on the Great Ouse, and Wisbech
on the Nene.

Coming in from the sea, through the Wash, the approach to King’s
Lynn was considered easier than that to Wisbech, and this helped King’s
Lynn to grow in importance. Moreover, once goods had been transshipped to Fenland lighters, use of the Middle Level web of waterways
gave access to the Nene, close to Peterborough. This fact was a further
help to King’s Lynn’s development. Wisbech was less fortunate as its
outfall was greatly troubled by shifting sandbanks in the Wash, resulting
from both salt and fresh water currents. Indeed, as a general observation,
the old-time Nene was affected more or less throughout its navigable
length by a whole range of problems: this earned it the sobriquet of
‘Awkward Old Brute’ among lightermen.
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The Wash is sometimes described as a pseudo-estuary for four of the
main Fenland rivers, i.e. the Great Ouse, the Nene, the Welland, and the
Witham. To the present day, the Wash presents a variety of hazards: in the
days of sail it had a distinctly sinister image in the eyes of many mariners.
There is a tale, for example, of a bygone collier captain who ‘got religion’,
converted his entire crew, and then prohibited all forms of strong language
on board the vessel. Alas, this same captain was sorely tried on one of his
runs to London when, through stress of weather, he found himself and his
collier, for a while, in the frightening turmoil of the Wash in one of its
uglier moods. Perhaps understandably, his swearing that night was said to
have been memorable in its ferocious profanity.
When it came to swearing, the old-time Fenland lightermen had quite a
reputation for foul-mouthed bitterness if they felt themselves unfairly
treated, either by natural forces or humankind. It is a safe bet that there
must have been many a colourful exchange when trans-shipment of cargo,
as between colliers and lighters, had to be carried out under what were
often difﬁcult circumstances. Writing in the early nineteenth century,
Samuel Wells, a senior ofﬁcial of the Bedford Level Corporation, sang the
praises of King’s Lynn as a port for merchant shipping of various kinds.
However, he conceded that the approach from the open sea was
‘accounted somewhat difﬁcult’ due to ‘frequent shiftings’ of the channel
involved. For such reasons, trans-shipment of cargo had sometimes to
take place well out in the Wash, at a considerable distance from King’s
Lynn itself. At Wisbech, matters were, generally speaking, markedly
worse. Indeed, in the eighteenth century there had even been fears that the
River Nene’s outfall might be completely ‘lost’. It was not unknown for
Fenland lighters and seagoing vessels to rendezvous in what must have
looked rather like open sea. Vagaries of weather could make this sort of
practice downright hazardous.
In different periods, of course, and in line with commercial
requirements, some cargoes were unloaded ashore. But trans-shipment
involving seagoing vessels and Fenland lighters was very common. Samuel
Wells mentioned a range of imports such as iron, wine, and salt; but coal
and timber were always of special signiﬁcance at both King’s Lynn and
Wisbech. In summarizing the reciprocal trafﬁc, i.e. the region’s exports, he
emphasized the ‘great quantities’ of agricultural produce (wheat, rye,
barley, etc.) which the Fenland lighters ‘brought down the rivers’.

Regarding coal and timber, some comment on the handling techniques
for these commodities is in order at this point, and it should be kept in
mind that the coal trade into the Wash formed a sort of ‘branch-line’ to the
London route of those times (see FLP column in Topmasts 27). Coal was
commonly unloaded from a collier by means of ‘jumping’. A sort of
climbing-frame would be erected on the vessel’s deck: half-a-dozen or so
men would ascend it . . . and then all would jump off together: their falling
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weight would thus hoist up a quantity of coal from down below, by means
of a simple tackle. As the container (in effect a huge scuttle with a massive
handle on the inboard side) swung outwards at the top of its ‘hoist’, the
mate would ‘make a grab’ and tip the coal down into the lighter alongside.
Timber, largely though by no means entirely from the Baltic, was
commonly unloaded by a laborious process of manhandling. Deck cargo
would be trans-shipped ﬁrst, of course. Thereafter, a simple ‘whip’ would
be used to bring internal cargo up on to the timber ship’s deck; after that,
manhandling would get the wood over the side and into the waiting lighter.
Perhaps ‘on to’ would be a better word, for it was common practice to load
Fenland lighters with high-stacked and overhanging planks and balks.
Photographic evidence from around 1900 shows almost startling loading
methods. Indeed, some elements of old procedures lasted for a surprising
length of time. During a 2016 FLP lecture at the Wisbech and Fenland
Museum – notably attended by Nigel Blanchford and Bob Smith – there
was hurried rummaging in the stock room, and this produced a sturdy
contrivance of a sort which, well into the twentieth century, was worn by
Wisbech dockers handling ‘sawn lumber’. The main intention behind the
use of such devices was to protect the shoulder and side of head.
Note: On a number of occasions, these 2018 FLP columns have raised the
question of ‘ﬂavour’ regarding sundry aspects of the trade involved, and
even operations against it. When it comes to such ‘ﬂavour’, the
terminology used by the old-time participants can be of considerable
interest. At various points, the wording used here, for example regarding
the working of wood as a cargo, has reﬂected what seems to have been
common among Fenland lightermen – rather than among seafarers or
timber merchants. This matter might well be viewed as illustrative of the
individualistic attitude often displayed by the stalwarts who manned the
Fenland lighters.

Some suggested reading
Various suggestions for further reading are contained in the FLP columns
in Topmasts 25–27. In this present number, one should also mention:
Samuel Wells, The History of the Drainage of the Great Level of the Fens
… (London 1830): this work provides a far more varied content than the
title indicates.
Regarding the long-standing problems of the Nene, see H. J. K. Jenkins,
‘A Survey of the River Nene in the Reign of James I’, Northamptonshire
Past and Present (Northants Record Society), 8:3 (1991–2), 190–6.
For interesting comment on sailing colliers, see Hervey Benham, Once
upon a Tide (London, 1971). This book remains a very readable guide to
several aspects of the bygone east coast trade.
H. J. K. Jenkins
Fellow, SNR
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More Artefacts for Identiﬁcation
From the Fifth Rate-38 gun ‘Pomone’ (1811) wreck site

Artefact 1 What are these six
bronze dice used for?
Artefact 2 From a rigging block sheave bearing, what does ‘THICK’ stand
for? (Drawing by Rob Kennedy)
Note: A rigging block sheave’s bronze bearing is known as a ‘coak’.
Answers to artefact identiﬁcation in Topmasts 27:
Artefact 1 Thought to be crucibles for melting
rare metals. These four artefacts came from the
1,300-ton German barque Louisiana stranded
and wrecked on 6 February 1868 off the Jutland
coast while on passage to New York. One man
lost his life; 23 crew members were rescued. It
became known as the ‘dolls’ wreck’, after the
dolls’ heads found on it.
Porcelain dolls’ heads and slate
pencils from the wreck of the
‘Louisiana’. (Information and
photograph courtesy of Gert
Normann Andersen)
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Artefact 2 A barrel-hoisting hook; because it was made of bronze, it was
suitable for hoisting gunpowder barrels. Another similar hook is shown
on the right (length 145 mm), recovered from the Fifth Rate 38-gun
Pomone wrecked at the Needles on 14 October 1811, two months before
the 98-gun St George was wrecked. (Artefact reference: Pom/82/JMB/26,
Photograph Isle of Wight Council Heritage Service). The illustration is
adapted from a drawing by Jean Boudriot, The 74-Gun Ship (1986–88),
showing hoisting hooks in use.
John M. Bingeman
Fellow, SNR

SNR News
Recently Elected Fellow of the Society
Captain Robert Eddleston RNR is probably one of the longest-standing
members of the Society having been invited to join by Frank Carr and Dr
Anderson in 1953. He spent 32 years in the RNR following National
Service, has lectured widely on the Nelson era and is closely connected to
the restoration of HMS Trincomalee. He has played an essential role in the
creation of Maritime History North (MHN) and on his personal initiative
he has recruited their committee. MHN has, with the Society’s support,
organized a number of successful maritime history seminars throughout
the north of England and these continue, with papers appearing in the
Society’s publications. The extension of the Society’s reach and activities is
recognized by this Fellowship award.

An Impressive Archive
Eidwin F. Mullan has a full set of The Mariner’s Mirror that he would like
to dispose of. They run from 1950 to 2010, bound and then from 2011 to
2018, loose. If you can give a good home to this impressive archive, please
contact Eidwin at Ballarye, Ramsey Road, Laxey, Isle of Man, IM4 7PS.
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Mystery Artefacts
Readers will remember that the August edition of ‘Topmasts’ (no. 27, 25)
contained two questions about artefacts inscribed with the letters SNR, but
both pre-date the Society. Thank you to two members who identiﬁed the
mystery artefacts. The ﬁrst related to a ‘spoon’ with Chinese-looking
engravings, and Stephen Davies has the answer.
It is not a spoon (though may have been used as
such), but a mini shovel. This is a hint as to
provenance.
The unidentiﬁed ﬂag on the left of the pagoda
is almost certainly intended to be the Imperial
Chinese ﬂag 1890–1912 (an earlier variant,
1862–90, was triangular, formed of the lower
side of a rectangle bisected across its diagonal).
That ﬁts with the pagoda and suggests that the
spoon may be an item of Chinese export silver.
The main vendors of silverware in the treaty
ports regularly took commissions for
presentation
gifts,
memorabilia,
trophies, etc., in addition to their standard range of
objects. This spoon looks to be just such a
commemorative piece.
I am fairly conﬁdent that ‘S.N.R.’ stands for
Shanghai-Nanjing Railway, a 230-mile long line built
by British interests as an extension of the existing
Shanghai–Woosung Railway. The spade commemorates the fact that the ﬁrst sod was cut for the creation of the
trackway on 25 April 1905. (The ﬁrst section of the line opened in July
1906 and the whole was complete and open on 28 March 1908.)
The civil engineers heading up the survey of the line were Sir John
Wolfe-Barry (1836–1918, youngest son of Sir Charles Barry, designer of
Tower Bridge and the Houses of Parliament, inter alia) and Lieutenant
Colonel Arthur John Barry (1859–1943, grandson of Sir Charles), who
were consulting engineers (perhaps via Sir John’s Wolfe Barry, Robert
White & Partners, now Haider) to the British & Chinese Corporation
Ltd. That company, ﬂoated in London in 1902 and working locally
through Jardine, Matheson & Co., was involved in the building of the
Central China Railway, the Shanghai Nanjing Railway and the Chinese
Engineering & Mining Co. Ltd and the construction of a new port at
Qinhuangdao (秦 皇 岛 – old style Chingwangtao) on the coast of the
Bohai Gulf, not far from Beijing, that opened in 1901.
The principal engineer of the line supervising its construction was
Alfred Howe Collinson AMICE (1866–1927) – but he was evidently nothing
to do with the spoon other than contingently . . . see below.
Given that Sir Summers Hunter seems to have been involved with the
North-Eastern Marine Engineering Co., which built ships’ engines, not
railway engines, it is a bit of a puzzle why he should have ended up with a
souvenir of the start of a railway construction project. The answer would
appear to be that at the ﬁrst sod cutting there was an H. E. R. Hunter
26

Topmasts no. 28
present among the dignitaries, at the time manager of the Hongkong &
Shanghai Banking Corp, signally ﬁnancially involved in the project.
Stephen Davies
Hon. Professor, Department of Real Estate and Construction, Hon. Institute
Fellow, Hong Kong Institute for the Humanities & Social Sciences, Hon. Editor,
Journal of the Royal Asiatic Society Hong Kong and SNR Member

The second query related to a gunmetal spike attached to a piece of oak.
The relic you have is a spike used for securing the deck planking. These
were used for oak and ﬁr planking and many were made from gunmetal.
Hundreds of these were sold to raise money for the SNR’s Save the
Victory Fund when the old ship was being repaired in the 1920s. Yours
may be one of those.
In Bugler’s HMS ‘Victory’: Building restoration and repair (London,
1966) there is an illustration showing spike fastenings on the middle deck.
that are carefully covered with wooden inserts to keep the surface of the
planking smooth – important for barefooted sailors.
The date of 1809 on the artefact is something of a mystery. Victory was
drydocked in 1806 for major repairs after Trafalgar. Maybe some of the
spikes relate that repair but in 1809 Victory was back in service and spent
much of the year in the Baltic organizing and protecting shipping bringing
supplies for our dockyards.
An article by Alec Barlow, who was foreman of shipwrights on Victory,
‘The Fastenings Used in the Construction and Subsequent Restoration of
HMS Victory’ (Mariner’s Mirror 85:1 (1999), 79–81) conﬁrms, ‘Old
fastenings were returned to store for sale and the value credited against the
reﬁt costs of the speciﬁc ship. During the initial restoration of the Victory.
In the 1920s the fastenings were given to the Save the Victory Fund for sale
as souvenirs.’
I hope this reassures you that you have the genuine article. Over
subsequent years samples of oak planking have been sold for a similar
purpose.
Malcolm Lewis
SNR Member

Calls for Papers
Normandy 75 Conference
22–25 July 2019
Global War Studies, Brécourt Academic, and the University of
Portsmouth Business School, in association with The D-Day Story and
the Navy Records Society, are pleased to announce a major international
conference marking the 75th anniversary of the Normandy campaign.
Normandy 75 will bring together scholars, students, and the general
public to explore this seminal event in detail, and will endeavour to
promote an interdisciplinary and international study of the Normandy
Campaign by means of drawing upon the latest scholarship from a variety
of disciplines. The conference will also serve as a forum for Second World
War historians to discuss and debate the wide-ranging, international
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implications of the campaign and the impacted it had on other theatres –
and aspects – of the conﬂict.
Papers dealing with one or more of the following topics are welcome
and, while the Normandy campaign is the focus, papers and panels
covering other related topics or taking thematic approaches are equally
encouraged: Operation Overlord; air power; naval operations; ground
combat operations; planning and strategy; amphibious warfare; economics;
the home front; civilians; alliance politics; resistance movements; industry;
special operations; mobilization; science and technology; prisoners of war;
and intelligence.
Paper proposals must be submitted by 15 November 2018 and must
include a brief (200 words or less) one-paragraph abstract and a one-page
curriculum vitae. Panel proposals are welcome and should include a brief
description of the panel’s theme. The full call for papers can be
downloaded here:
http://www.port.ac.uk/portsmouth-business-school/conferences-andbusiness-events/normandy-75/
Submissions and inquiries should be addressed to Dr Jason Banner
pacwar@gmail.com
Maritime Toxic Masculinity
We are pleased to announce that www.GlobalMaritimeHistory.com will
be holding its ﬁrst digital conference, Maritime Toxic Masculinity, in April
2019.
Perceptions, depictions, expressions and performances of masculinity are
an important part of maritime topics and have been discussed, for example, at
the Maritime Masculinities conference held at Oxford Brookes University in
2016. For this conference, we are seeking to discuss the inﬂuence of the
concept of ‘toxic masculinities’ on the history and interpretation of maritime
history. We invite papers that explore the ways in which standard forms of
masculinity have obscured the interpretation of maritime histories, or ways
in which standards of masculinity had a negative impact on the lives, strategic
effectiveness, leadership, and relationships of men or women with
connections to maritime service. This conference is designed to be
interdisciplinary/multidisciplinary, global and span all of history.
What is a digital conference?
This is an online conference, and will be implemented using audio records
(effectively podcasts) as well as any visual guides such as images or
presentations. The recordings will be uploaded to this website, and their
release will be staggered over a period of time like at a conference. The
format of this conference allows for incredible ﬂexibility in terms of the
length of the program. As such, we very much encourage graduate
students, early career and independent researchers to submit proposals,
and we would like to emphasize that the term ‘broadly conceived’ pertains
to both ‘maritime’ and ‘history’.
Further details
• Speakers will retain full control of their content, including the ability
to remove it from the website in the future at their request.
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• Presentations can be about completed research, works in progress, or
methodological and theoretical discussions.
• The organizers will be able to provide some technical support in
terms of audio editing if needed.
If this CFP gives you an idea, but you think it is too far-fetched or
improbable, then please do contact the organizers. We would love to work
with you to make your idea possible. We will consider proposals for
papers in languages other than English.
We are considering several options for providing opportunities for
presenters to be asked questions, and it will likely involve comments on
posts, as well as interaction through Twitter.
We are also open to collaborating with other projects, groups and
institutions in order to make this digital conference as successful as
possible. Please send all proposals and questions to the organizers Dr
Samuel McLean, Kelsey Power and Sarah Pickman at
toxicmasculinityconference@globalmaritimehistory.com.
Proposals should be submitted to that email address by 1 December
2018. For full details please go to
https://globalmaritimehistory.com/cfp-global-maritime-historyconference-maritime-toxic-masculinity/

British Commission for Maritime History
New Researchers in Maritime History Conference 2019
22–23 March 2019 Centre for Port & Maritime History and Liverpool
John Moores University, Liverpool
The British Commission for Maritime History, in association with the
Centre for Port & Maritime History and Liverpool John Moores
University, invites contributions to its twenty-ﬁfth conference for new
researchers. Hosted by Liverpool John Moores University, the conference
provides a unique opportunity for new scholars to present their work in
this historic port.
The conference supports emerging scholars who wish to share their
work in a supportive environment and build relations with other maritime
historians. We encourage applications from postgraduate students and
warmly encourage participation by independent scholars. Contributions
can address all aspects of maritime history in its broadest sense.
Those wishing to offer a paper should complete the online form
available from https://goo.gl/forms/3NIAZhERbptxtSTK2 or from the
website www.maritimehistory.org.uk
The deadline is 18 January 2019 Please direct any queries to
newresearchers@maritimehistory.org.uk
Anyone interested in attending the conference without presenting a
paper is also warmly invited to register an interest; further information
will be sent to you in due course.
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Conferences
The First World War at Sea:
Conﬂict, culture and commemoration
8–10 November 2018, National Maritime Museum, Greenwich
A three-day conference with parallel sessions
The conference will explore the First World War at sea through wideranging themes designed to provide a forum for interdisciplinary research
and new perspectives on the subject. Focused on both naval and
mercantile marine contexts, the conference will also place the experience
of the maritime war within the historical settings of the years preceding
and following the conﬂict.
Keynote speakers: Professors Andrew Lambert, King’s College London;
Jan Rüger, Birkbeck, University of London and Matthew Seligmann,
Brunel, University of London.
The conference is held in partnership with Gateways to the First World
War, an Arts and Humanities Research Council-funded centre for public
engagement with the First World War Centenary.
Fees: £150 (full), £120 (concessions), £75 (speakers). This includes lunch
and refreshments on all three days as well as a reception on Thursday, 8
November 2018.
To register your interest contact ldejager@rmg.co.uk

The Scapa Flow Naval History Conference
23–24 November 2018 09:30–17:00, Kirkwall Grammar School
The 2018 Scapa Flow Naval History conference will feature British,
American and German speakers including Prof. Dr Michael Epkenhans,
Prof. Andrew Lambert, Cdr Dr David Kohnen USN ret’d and Orcadian
historian Tom Muir. The conference will cover not only the scuttle, but
also the history and impact of that fateful day. Speakers will explore the
American navy’s vital role in the war, how the scuttle was interpreted in
Germany and how the legacy still lives on today.
Six months before the centenary itself, this will be a wonderful opportunity to share Scapa’s history, stimulate ideas for 2019 and build
a lasting knowledge of what happened and why.
For details of the agenda and booking a place at the conference go to:
https://shop.scapaﬂow1919.com

Port Cities and Maritime Routes in Eastern Mediterranean
and Black Sea (18th – 21st century)
22–24 November 2018
After the successful completion of the International Symposium Culture
and Space in the Balkans 17th–20th century, the concept of proceeding a
similar scientiﬁc meeting concerning culture, ekistics and anthropogeography arose among a group of members of the Organizing
Committee of the Symposium that was held in 2014 at the University of
Macedonia (organized by the Department of Balkan, Slavic and Oriental
Studies).
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Within the speciﬁed historic timeline (18th–21st century), three
geographic thematic ﬁelds are deﬁned: Europe, the Balkans and the
‘Greek area’, with an increasing importance for the third one.
During the eighteenthth century the geopolitical environment of
Eastern Mediterranean is being reconstructed, while Great Britain
dominates in colonial maritime commerce with cities of signiﬁcant
importance, such as Alexandria, Antiochia and Constantinople.
Harokopio University, Athens, Greece
http://portroutesmedblacksea.gr/en/

RINA Historic Ships
5–6 December 2018, RINA HQ, 8–9 Northumberland Street, London,
WC2N 5DA
From the trader junks of China to the battleships of the Second World
War, historic ships are an important link to our seafaring past. And as the
skills and techniques used to construct and operate our historic ships
fade out of living memory, now is an important time to highlight the
struggles of researchers, enthusiasts and engineers as they preserve and
restore our maritime heritage.
RINA’s Historic Ships conference returns for a ﬁfth instalment that will
not only focus on the restoration and preservation of historic vessels, but
also the research and investigation into the engineering and efﬁciency of
historic designs through modern naval architecture techniques.
Topics will include:
• Analysis of historic designs, including investigations into their
hydrodynamic efﬁciency and structural design
• Research into historic shipbuilding and sailing techniques
• Restoration and preservation
• Maintenance of craft skills and training
• Replicas and their concession to the modern world
• Recent archaeological discoveries
Authors of selected papers will be invited to submit their paper for
publication in the International Journal of Maritime Engineering.
For more information go to
https://www.rina.org.uk/Historic_Ships_2018.html
To register an interest visit
https://www.rina.org.uk/Register_Interest_in_Event.html

‘We stand on guard for thee’*
Dockyards and Naval Bases in North America,
the Atlantic and the Caribbean
Saturday 30 March 2019, National Maritime Museum, Greenwich
This one-day conference will examine the role of naval bases in North
America, the Atlantic and the Caribbean. Some suggested themes follow
* Chorus of ‘O Canada’, Canadian national anthem, written 1880. Its sentiment could represent
that of any naval base for its territory.
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but applications are invited on new research or a new interpretation of any
related topic.
Were bases built to defend colonies, to control colonies, or to act as
springboards for attacking the enemy? How useful were bases from the
seventeenth to the twentieth century? Some bases expanded in the world
wars. How much was this for local defence and how much to defend
convoys?
Naval bases developed over time: Havana Cuba, Port Royal Jamaica,
Bermuda, English Harbour Antigua, Anguilla Leeward Islands, Fort St
Louis Martinique, Guadeloupe, Caracas Venezuela, Curaçao Lesser
Antilles, Louisbourg, Quebec, Esquimalt, Annapolis, Halifax, Brooklyn,
Newport Rhode Island, Washington, Philadelphia.
How did national bases differ? How developed were they? How were
they organized? What was the ﬁnancial burden to the home country?
How dependent upon their hinterland were they? To what extent did they
develop their own operating practices? How have their heritage
opportunities been developed?
Website: https://navaldockyards.org/
Facebook: Naval Dockyards Society

Italy and the Suez Canal
A global history from the mid-nineteenth century
to the present
23–24 May 2019, Turin
No comprehensive account exists of the long, rich and multifaceted
relationship between Italy and the Suez Canal. The Italian side of the
canal’s story has been the object of fragmentary studies and is usually
ignored by international historiography, despite Italy’s fundamental
technical, labour, diplomatic and ﬁnancial contribution to the
construction of the canal and to its subsequent development (e.g. up to the
1930s Italians represented the second largest national group of the
Company’s workforce).
The conference aims to overcome the fragmentary nature of existing
studies on Italy and the canal, and to propose innovative research and
materials, which might improve our understanding of different moments
and episodes of Italian history, of Italy’s role and presence in the
Mediterranean and the Middle East, and of the globalization of the Italian
economy, as seen from the perspective of the canal.
https://royalhistsoc.org/calendar/italy-and-the-suez-canal-a-global-history-from-the-mid-19th-century-to-the-present/
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Exhibitions
National Maritime Museum Cornwall
Titanic Stories: Contemporary Voices
8 March 2018–7 January 2019
As part of its Titanic Stories exhibition, The National Maritime Museum
Cornwall has launched a concurrent exhibition exploring the subject of
migration past and present. Titanic Stories: Contemporary Voices shows
how the Titanic carried the hopes and dreams of hundreds of migrants
seeking a better life and linking it to the contemporary stories of ﬁve
people who have moved to Cornwall from overseas in recent years,
making a connection between the historic stories and how they are
relevant to people today.
https://nmmc.co.uk/2018/03/titanic-stories-contemporary-voices/

National Museum of the Royal Navy
Tattoo: British Tattoo Art Revealed
Saturday, 30 June 2018–Sunday, 30 December 2018
Tattoos have a long tradition with the Royal Navy and Tattoo: British
Tattoo Art Revealed is a genuinely ground-breaking and comprehensive
history of British tattooing, featuring cutting edge designers, leading
academics and major private collectors.
This is the largest gathering of real objects and original tattoo artwork
ever assembled in the UK featuring over 400 original artworks,
photographs and historic artefacts. Developed by the National Maritime
Museum, Falmouth, this is an opportunity to see the popular exhibition as
it goes on tour across the UK.
https://www.nmrn.org.uk/news-events/events/tattoo-british-tattooart-revealed

War and Trade
5 July–11 November 2018, HQS Wellington, Temple Stairs, Victoria
Embankment, London WC2R 2PN
‘War and Trade’ focuses on the Merchant Navy’s contribution to the First
World War covering all ship types and the human stories involved. We
have again secured generous support from the P&O Heritage Collection
both in advice and skills as well as artefacts and the exhibition will major
on ﬁve ships, each of which has a unique story, and will also cover
trawlers, coastal shipping, convoys, repatriation and the Tenth Cruiser
Squadron which was heavily dependent on merchant ships and merchant
seamen.
The exhibition is open on Sundays and Mondays ONLY, from 11:00–
17:00 (last entry at 16:30) and free of charge. All are welcome on board and
tours of the ship are available during the Sunday opening hours. For
information call 020 7836 8179.
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Shipwrecks of the River Humber:
Grimsby’s Lost Ships of the First World War
Free exhibition 28 July 2018 to 13
January 2019, Alexandra Dock,
Grimsby DN31 1UZ
This exhibition will look at the impact of
Grimsby trawlers during the First World
War. Between August 2014 and November
2018 a team of divers and historians will
have investigated over 300 of Grimsby’s
trawlers that were lost in the First World
War, some of these in the North Sea. The
exhibition features items retrieved from the wrecks alongside objects from
the collections of North East Lincolnshire Museum Service.
https://www.facebook.com/events/151685518736919/

Sewn Boats: People, Technologies and Materials
of the Indian Ocean
An Exhibition by Alessandro Ghidoni
11 October–12 December, 9:00 a.m.–5.00 p.m.
The Street Gallery, Institute of Arabic and
Islamic Studies Building, The University of
Exeter, Exeter EX4 4ND
Sewn watercraft were predominant in the Indian
Ocean until the arrival of the Europeans in the
late ﬁfteenth century. The sewn-plank ships that
sailed the Indian Ocean in the pre-modern
Islamic period (622–1500 CE) were agents of
trade, religion, and culture. They connected the
Indian Ocean and the littoral Islamic world,
carrying people, goods, and ideas back and forth
from East Africa to China.
Boats stitched with coconut ﬁbre ropes have
survived in the region until recently, despite the
European inﬂuence. Not long ago, sewn craft of
different forms and size were built in Oman, Yemen, East Africa and India
as ﬁshing, lightering and cargo vessels. This exhibition illustrates the
sewn-plank techniques and technologies that persisted in the western
Indian Ocean for millennia. It will display a selection of images, boat
models, construction samples, tools and materials.
Contact: Alessandro Ghidoni ag621@exeter.ac.uk
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Lectures
National Maritime Museum, Greenwich
Caird Library Research Seminars Programme 2018
The ﬁrst Monday of each month, 3:30 p.m.–4:30 p.m. Free
3 December Convict Labour on British Imperial Dockyards Katherine
Roscoe, NMM Caird Fellow
Convicts have been remarkably absent from histories of imperial
expansion. Yet around 20,000 felons transported from Britain and Ireland
to dockyards in Gibraltar, Bermuda and Australia built the maritime
infrastructure that enabled Britain’s empire to function. The focus is twofold: ﬁrst, this seminar examines the daily labour regimes of convicts, and
their relationships to civilian labourers, naval ofﬁcers and government
ofﬁcials. Second, it explores the disciplinary issues that arose as convicts
socialized with civilians and seamen.
Read more at https://www.rmg.co.uk/see-do/exhibitions-events/caird-library-research-seminars-2018

The Battle of the Atlantic 1939–45:
The Atlantic today and in the future

14 November 2018, Western Approaches HQ, 1–3 Rumford Street,
Liverpool L2 8SZ
A talk by Vice-Admiral Clive Johnstone the Commander of NATO’s
Allied Maritime Command, NATO’s principal maritime adviser and
operational Command of NATO’s Standing Naval Forces. To be held in
the Western Approaches Command Centre’s Map Room
17:30 Arrive and access to tour the Western Approaches Command
Bunker
18:30 Talk and questions
19:45 Buffet Dinner
Tickets £40 via Eventbrite https://www.eventbrite.co.uk/e/the-battle-ofthe-atlantic-1939-45-the-atlantic-today-and-in-the-future-tickets50447272149?aff=ebdssbdestsearch
All proceeds to Battle of Atlantic Memorial Fund and Western
Approaches HQ Museum
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HMS ‘Caroline’, Belfast
15 November, 7 p.m. HMS Caroline Pump House Visitor Centre
Weary Waiting is Hard Indeed: the Royal Navy’s Final Year of War
Nick Hewitt, Head of Exhibitions And Collections, NMRN
After the battle of Jutland, the Royal Navy faced what Admiral Sir David
Beatty called the ‘weary waiting’, patiently anticipating a second battle
with the German High Seas Fleet which never happened. But waiting did
not mean inactivity. Nick Hewitt will discuss how the Grand Fleet,
probably the most powerful assembly of manpower and technology in the
world at the time, continued to contribute to the war effort through
1917–18, until its eventual, triumphant shepherding into captivity of a
defeated High Seas Fleet, shortly after the Armistice.
22 November, 7 p.m. HMS Caroline Pump House Visitor Centre
From Peace to War: Experiences of the Ulster Division RNVR in World
War II Victoria Millar, curator, HMS Caroline
This talk charts the experiences of a selection of the men from the Ulster
Division of the Royal Naval Volunteer Reserve who were called upon the
outbreak of the Second World War. Key stories of note include the Davey
brothers who amassed distinguished war records during the conﬂict and
W. L. Stephens who took part in the assault on Saint Nazaire and was
taken prisoner of war in 1942.
Booking is required. Tickets £5/Concession £3 More details at:
https://www.nmrn.org.uk/caroline-whats-on

King’s Maritime History Seminars, 2018–19
18 October 2018 ‘Doing the Work of the Imperial Government’: The
Royal Navy and the suppression of Chinese piracy in the nineteenth
century Nathan Kwan, King’s College London
1 November 2018 Facing the ‘Vortex of Militarism’: Gladstone, the
Liberals and the politics of naval expansion, 1888–94 Peter Keeling,
University of Kent
15 November 2018 ‘A Drop in the Ocean?’: Insurance, maritime law
and the French state, 1668-c.1700 Lewis Wade, University of Exeter
29 November 2018 The Abolition of the Admiralty and the Handover of
Strategic Maritime Doctrine to the USA, 1945–1964 James W. E.
Smith, King’s College London
Proctor Memorial Lecture
13 December 2018 Top Predators: Privateering, trawling and marine
environments David J. Starkey, University of Hull
Please note: the Proctor Memorial Lecture is hosted by the Lloyd’s
Register Foundation, Heritage and Education Centre and takes place at
Lloyd’s Register, 71 Fenchurch Street. To be admitted, you must have
registered in advance via Eventbrite at the following link where you will
also ﬁnd more speciﬁc information:
https://www.eventbrite.co.uk/e/proctor-lecture-tickets-50390077077
10 January 2019 From Afghanistan to the Arctic: British maritime
strategy in the twenty-ﬁrst century James Bosbotinis, J. B. Associates
24 January 2019 Managing Risk in England’s Earliest Transatlantic
Enterprises: the Newfoundland Fisheries, 1550–1630 Josh Ivinson,
University of Cambridge
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7 February 2019 From Whence Came the Royal Navy Fleet of 1939?
Alexander Clarke, Kingston University
21 February 2019 ‘Cast your bread upon the waters . . .’: The Revd John
Cynddylan Jones and the Ships of Evan Thomas, Radcliffe & Co.,
Cardiff David Jenkins, National Museum of Wales
7 March 2019 Empire of the Rising Sun and Empire of the Owl: A
comparative approach to sea power as cultural identity in Imperial Japan
(1868–1941) and ﬁfth century BCE Athens Kunika Kakuta, King’s
College London
Seminars take place on Thursdays from 17:15–18:30, in room K6.07,
Department of War Studies, KCL, Strand, WC2R 2LS (6th Floor, King’s
Building), with the exception of the Proctor Memorial Lecture.
Attendance is free and open to all, but to ensure entry you must register in
advance via the War Studies events page, which can be found here:
https://www.kcl.ac.uk/sspp/departments/warstudies/events/index.aspx
(or by googling ‘war studies events kcl’). Locate and click on the speciﬁc
seminar to ﬁnd the registration link.
This seminar series is hosted by the Laughton Naval History Unit of
the Sir Michael Howard Centre for the History of War in the Department
of War Studies, King’s College London. It is organized by the British
Commission for Maritime History (www.maritimehistory.org.uk) in
association with the Society for Nautical Research (https://snr.org.uk/).
For further information about the King’s Maritime History Seminar,
contact Dr Alan James alan.2.james@kcl.ac.uk.

Honor Frost and the Quest for the Ancient Harbour of Byblos
Thursday, 6 December, 2018 6:00 p.m.–8:00 p.m., British Academy,
10 Carlton House Terrace, London, SW1Y 5AH
The seventh Annual Lecture of the Honor Frost Foundation will be
delivered by Martine Francis-Allouche, maritime archaeologist and
scientiﬁc co-director of the archaeological research project ‘Byblos and
the Sea’.
In the 1960s Honor Frost, a pioneering ﬁgure in maritime archaeology
for over 40 years, began a long-term marine survey programme in
Lebanon, speciﬁcally in Byblos, to look for the ancient harbour of the
city, a quest she pursued for the rest of her life.
In 2011 Martine Francis-Allouche and her co-director, Nicolas Grimal,
took up the reins of this research, and the multi-disciplinary investigation
‘Byblos and the Sea’ began. Ten ﬁeld investigations have been conducted
so far, the main objectives of which are to link the ancient city to its
seafront, to understand the maritime approaches to Byblos, and to locate
the harbour installation responsible for the economic growth of the city in
Antiquity. Tickets from:
https://www.eventbrite.com/e/honor-frost-foundation-7th-annual-lecture-tickets-49847668719?utm-medium=discovery&utm-campaign=social&utm-content=attendeeshare&aff=estw&utm-source=tw&utm-term
=listing
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Royal Institute of Naval Architects
RINA Branch events are open to all, and although most lectures relate to
current issues of ship design and operation, the following lectures may be
of interest to those interested in maritime history.
Devon and Cornwall Joint Branch at the Royal Cornwall Yacht Club
Thursday 6 December 2018 Building Wooden Boats Luke Powel
For more information, contact Hon. Secretary, Geoff Davis on 01752
880135.
Isle of Man Joint Branch at the Empress Hotel, Central Promenade,
Douglas, IM2 4RA
Wednesday 7 November 6.00 p.m. The Life and Times of Sir Charles
Parsons Edward Kirton
Tuesday 8 January 2019, 6.00 p.m. Shackelton’s Endurance Voyage,
1914–1916 Roderick Wordie, Ship Repairers and Shipbuilders
For more information, contact Hon. Secretary, Roy McLean
secretary.iom@imarest.net
Scottish Branch at Strathclyde University, McCance Building, Room
301, Richmond St, Glasgow, G1 1XQ
Tuesday 4 December 5.45 for 6.30 p.m. Scotland’s Unsung Genius,
James Clark Maxwell and his Contributions to Engineering Science
Professor Iain A. McLeod
For more information, contact Hon. Secretary, Robert Harley
robert.harley@baesystems.com

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). Members may lunch beforehand in the Club (full lunch or bar
menu) and enjoy the view over Southsea Common and the Solent.
10 November AGM then The Naval Brigades in the First World War
David Leseter and Jim Clipson
8 December British Power Boats: The story of Hubert Scott-Paine and
Supermarine Peter Webberley
12 January 2019 An Overview of Early Radio in the Royal Navy
Clive Kidd
9 February The Strange After-life of Captain Cook Dr John McAcleer

The Wellington Trust Heritage Evenings
HQS Wellington, Temple Stairs, Victoria Embankment, London
WC2R 2PN
12 November C-Class Subs in the Baltic in First World War
Commander David Parry
In 1914 two British submarines were sent to the Baltic. More followed
in 1915 and after the battle of Jutland it was decided to send even more
submarines but they would have to go via Archangel and then on barges
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along the rivers and canals of Russia to reach the Baltic. Only the old Cclass submarines were small enough for this sort of trip and so four were
sent on a remarkable journey. In 1917 they fought a rearguard action
against overwhelming German forces during Operation Albion, the
taking of the Gulf of Riga Islands, before all the British submarines
were eventually scuttled as the Russians negotiated peace with
Germany.
David was born into a Liverpool seafaring family so not surprisingly
he went to HMS Conway, but rather than the MN he opted for the
Royal Navy and was a submarine commanding ofﬁcer and specialist
navigator. Subsequent years led to the reading of much maritime history
culminating in a Master’s degree from Greenwich. He is now taking a
PhD, the subject of which is the Submarine Commanding Ofﬁcers’
Course (Perisher) and the transition from diesel to nuclear submarines.
10 December Loss of HMS ‘Truculent’ John Johnson-Allen
John is a maritime historian, author and lecturer. His latest book They
Were Just Skulls has recently been published and is the naval career of
the last survivor of HMS Truculent. HM Submarine Truculent was sunk
as the result of a collision in the Thames Estuary, resulting in 61 deaths,
in 1950. This talk looks at the reason for the collision and the aftermath,
using eyewitness accounts.
14 January 2019 The Secrets of a Coral Reef Professor James Crabbe
Professor Crabbe is chair of the Education Committee of the
International Society for Reef Studies. How are coral reefs surviving in
the face of ever-increasing global warming and environmental stress?
This lecture will cover aspects of climate change; coral reefs and why we
should care about them; effects of environmental stress, adaptation and
evolution in extreme environments and how that can help us understand climate change mitigation; moving from science to conservation and what can we do to help them become resilient and survive in the
future?
11 February Huff-duffs and Hedgehogs: Defeating U-boats Ian Insley
Although not a seaman directly, earning his living as a solicitor, Ian is
related to Captain Bill Allen, and has always been interested in Second
World War history. Through his hobby of model-making, he is widely
read on the subject of technology in that era and his talk focuses on its
use in the defeat of the U-boats. Merchant ships were organized into
convoys at the outbreak of the Second World War, but there were severe
losses until May 1943 when the success of the U-boats and their ‘Wolf
Pack’ attacks was overcome. ASDIC will probably be familiar, but the
role of wireless detection (huff-duff) and radar may be less so, as was
the use of aircraft in detecting and deterring U-boats, and some of
the weapons introduced during that period – including hedgehogs as
ﬁtted to Wellington.
11 March Captain Fryatt: Centenary of repatriation Mark Baker
Mark is an amateur historian who discovered the story of Captain
Fryatt when he started collecting picture postcards of the Great Eastern
Railway Company ships, researching his subject for more than twelve
years and amassing a large collection of artefacts. These were on show at
Harwich and Southampton to mark the centenary of Captain Fryatt’s
death.
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One of only three British heroes to be repatriated from the Great War
(along with the Unknown Soldier and nurse Edith Cavell) Captain
Charles Algernon Fryatt’s story is the least well known, although he
was famous at the time for being captured and killed by the Germans
for what they regarded as an act of aggression when he tried to ram a Uboat with his ship, the Brussels. This talk will explain the key events,
during and after the war.
The start time is 18:30, with the Wardroom bar open from 17:45.
As usual, for those who wish to enjoy the supper, and the sociability
that accompanies it, the cost is £27 for Wellington Trust Friends and £32
for non-members. If you would like to come for the lecture, but are
unable to stay for the supper, then we ask for a donation of £5.
Please apply to the Business Manager onboard for places by telephone:
0207 836 8179, e-mail: info@thewellingtontrust.com
For booking forms and further information, go to
http://www.thewellingtontrust.com/events/category/heritage-evenings/

New Books by Members
Andrew Lambert Seapower States: Maritime culture,
continental empires, and the conﬂict that made the modern
world Yale University Press, £20
Andrew Lambert turns his attention to Athens, Carthage,
Venice, the Dutch Republic and Britain, examining how
their identities as ‘seapowers’ informed their actions and
enabled them to achieve success disproportionate to their
size. He demonstrates how creating maritime identities
made these states more dynamic, open, and inclusive than
their lumbering continental rivals. Only when they forgot
this aspect of their identity did these nations begin to
decline. Recognizing that the United States and China are modern naval
powers – rather than seapowers – is essential to understanding current
affairs, as well as the long-term trends in world history. This volume is a
highly original ‘big think’ analysis of ﬁve states whose success – and
eventual failure – is a subject of enduring interest, by a scholar at the top
of his game.
SNR members can order this book at the special price of £16.00 from
www.yalebooks.co.uk. Enter promo code Y1873 when prompted at the
checkout stage of your order. Special price applies to UK and EU orders
only. Offer runs until 31 January 2019. Free postage and packing UK only.
Alan James, Carlos Alfaro-Zaforteza and Malcolm H. Murfett
European Navies and the Conduct of War, Routledge, paperback £19.99,
hardback £68
European Navies and the Conduct of War considers the different contexts
within which European navies operated over a period of 500 years
culminating in the Second World War, the greatest war ever fought at sea.
Taking a predominantly Continental point of view, the book moves
away from the typically British-centric approach taken to naval history as
it considers the role of European navies in the development of modern
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warfare, from its medieval origins to the large-scale,
industrial, total war of the twentieth century. Along with
this growth of navies as instruments of war, the book also
explores the long rise of the political and popular appeal of
navies, from the princes of late medieval Europe, to the
enthusiastic crowds that greeted the modern ﬂeets of the
great powers, followed by their reassessment through their
great trial by combat, ﬁrmly placing the development of
modern navies into the broader history of the period.
Chronological in structure, European Navies and the
Conduct of War is an ideal resource for students and
scholars of naval and military history.
Margarette Lincoln Trading in War: London’s Maritime
World in the Age of Cook and Nelson Yale University
Press, £25
A vivid account of the forgotten citizens of maritime
London who sustained Britain during the Revolutionary
Wars In the half-century before the battle of Trafalgar the
port of London became the commercial nexus of a global
empire and launch pad of Britain’s military campaigns in
North America and Napoleonic Europe. The unruly
riverside parishes east of the Tower seethed with life, a
crowded, cosmopolitan, and incendiary mix of sailors,
soldiers, traders, and the network of ordinary citizens that served them.
Harnessing little-known archival and archaeological sources, Lincoln
recovers a forgotten maritime world. Her gripping narrative highlights the
pervasive impact of war, which brought violence, smuggling, pilfering
from ships on the river, and a susceptibility to subversive political ideas. It
also commemorates the working maritime community: shipwrights and
those who built London’s ﬁrst docks, wives who coped while husbands
were at sea, and early trade unions. This meticulously researched work
reveals the lives of ordinary Londoners behind the unstoppable rise of
Britain’s sea power and its eventual defeat of Napoleon.
David Antscherl The Hayling Hoy of 1759: A fully
framed building project Sea Watch Books, $70
This time it is the Hayling Hoy of 1759. This model is aimed
at the ﬁrst-time scratch builder or for the experienced
modeller who is looking for a small project between major
builds. The framing is based on volume one of the Fully
Framed Model (the Swan series) and this book will be a big
help for anyone tackling this project.Hoys were small craft
used for many tasks in harbor or as small passenger and light
cargo carriers along England’s east coast. This 8½" x 11" hard
cover book is 200 pages long with hundreds of illustrations, an eight-page
colour section and three sheets of plans. Whether this will be your ﬁrst
plank on frame model or just a fun project the Hayling Hoy is right for you.
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Paul Brown The Portsmouth Dockyard Story: From 1212
to the Present Day The History Press, £20
For over a hundred years Portsmouth Dockyard was the
largest industrial site in the world and remains an important
naval base, alongside the Historic Dockyard – one of the
country’s top tourist attractions. This study is the most
comprehensive to date, covering both industrial and social
aspects of its 800 year history. Highlights include chapters on building both
a ship of the line and HMS Dreadnought (1905–6), the apprenticeship
system and the dockyard in both world wars.
The ﬁrst dockyard at Portsmouth was established in 1212 by King John.
To supervise the project he appointed the Archdeacon of Taunton – who
in was also the keeper and governor of the king’s ships, an unusual
example of multitasking. This dockyard was short-lived because its
position near the harbour entrance made it vulnerable to storm damage,
given the paucity of sea defences at the time. The next dockyard was
established further up-harbour by Henry VII in 1496, and what is said to
be the country’s ﬁrst dry dock was built on a site that is still part of the
dockyard. After expansion in the Georgian era huge Victorian extensions
were made to the yard, increasing its size to 300 acres, and by 1914 the
yard boasted 15 dry docks, four locks and a large building slip.
At its peak during the First World War, over 25,000 people were
employed, and 1,658 warships were dry docked or hauled up onto
slipways for repairs. A German Zeppelin carried out a raid on the
dockyard in September 1916, dropping bombs which fortunately all fell
into the harbour. In the second world war air raids were a much greater
menace, and the dockyard and its ships were frequently damaged, and
lives lost, during the 67 air raids suffered by Portsmouth.
A good selection of illustrations (ships, docks, buildings and people)
accompany the text, as well as plans of the dockyard in different time
periods. The colour photographss include the launching boards for Sirius
and Andromeda, the last ships to be built by the royal dockyard.
Chris Durbin The Jamaica Station Privately published £8.99
It is 1757 and the British navy is regrouping from a slow start to the Seven
Years War.
A Spanish colonial governor and his family are pursued through the
Caribbean by a pair of mysterious ships from the Dutch island of St
Eustatius. The British frigate Medina rescues the governor from his
hurricane-wrecked ship, leading Captain Edward Carlisle
and his ﬁrst lieutenant George Holbrooke into a web of
intrigue and half-truths. Are the Dutchmen operating
under a letter of marque or are they pirates, and why are
they hunting the Spaniard? Only the diplomatic skills of
Carlisle’s aristocratic wife, Lady Chiara, can solve the
puzzle. When Carlisle is injured, the young Holbrooke
must grow up quickly. Under his leadership, Medina takes
part in a one-sided battle with the French that will inﬂuence
a young Horatio Nelson to choose the navy as a career.
The Jamaica Squadron follows The Colonial Post-Captain
and The Leeward Islands Squadron as the third of the
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Carlisle and Holbrooke naval adventures. The series will record the exploits
of the two men through the Seven Years War and into the period of
turbulent relations between Britain and her American colonies in the 1760s.
David Hobbs Aircraft Carrier Victorious Seaforth,
£24
The technical details of British warships were recorded in
a set of plans produced by the builders on completion of
every ship. Known as the ‘as ﬁtted’ general arrangements,
these drawings represented the exact appearance and
ﬁtting of the ship as it entered service. Intended to
provide a permanent reference for the Admiralty and the
dockyards, these highly detailed plans were drawn with
exquisite skill in multicoloured inks and washes that
represent the acme of the draughtsman’s art.
Today they form part of the incomparable collection of the National
Maritime Museum at Greenwich, which is using the latest scanning
technology to make digital copies of the highest quality. This book is one
of a series based entirely on these draughts which depict famous warships
in an unprecedented degree of detail – complete sets in full colour, with
many close-ups and enlargements that make every aspect clear and
comprehensible. Extensive captions point the reader to important features
to be found in the plans, and an introduction covers the background to the
design.
HMS Victorious was a ship with two almost separate incarnations – as
built in 1941 she was one of a new type of armoured carrier which saw
strenuous wartime service; post-war the ship underwent a massive
reconstruction lasting nearly eight years that saw her recommission
in1958 as one of the best equipped carriers in the world, ready for another
decade of duty. Both these phases of the ship’s life are fully documented,
which allows this novel form of anatomy to cover two generations of
carrier design.
James Goldrick After Jutland: The naval war in
northern European waters, June 1916-November 1918
US Naval Institute Press, £20
After Jutland analyses the naval war in northern European
waters following the battle of Jutland. A popular
misconception is that Jutland marked the end of the
operational career of the German High Sea Fleet and the
beginning of a period of stagnation for both it and its
opponents, Great Britain’s Grand Fleet and Russia’s Baltic
Fleet. The reality is much more complex. The German battle
ﬂeet was quiescent for much of the time in the North Sea, but
it supported an ambitious amphibious campaign in the Baltic,
while a bitter war was waged by submarines and light craft in the waters of
the Heligoland Bight, the English Channel and off the Belgian Coast. After
Jutland focuses primarily on the Royal Navy as the dominant maritime
force, but it also analyses the struggles of the beleaguered German and
Russian navies as each descended into revolution, as well as the challenges
faced by the United States Navy after America entered the war.
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Society for Nautical Research
Membership Report
1 July 2018 to 30 September 2018
New Members
Alfred Murray Norfolk, Virginia, USA
Greg Darby Rotherﬁeld, East Sussex
Robin Jackson Banchory, Aberdeenshire
Jay Sivell Lewisham, London
Adrian Alpine Bexhill-on-Sea, East Sussex
Erling Lynder Hovedstaden, Denmark
Ronald Ridgeway Riverside, California, USA
Alison Cathcart Edinburgh, Midlothian
Eamonn Bermingham Arklow, Co. Wicklow, Ireland
Virginia Jones Massachusetts, USA
James Giesler Lisbon, Portugal
Llewellyn Howland Massachusetts, USA
Susanne Tinzmann Hovedstaden, Denmark
Mac Riordan Waterford, Ireland
Judith Warren Gosport, Hampshire
Nick Smith Bracknell, Berkshire
Paul Switzer Ontario, Canada
Anthony Woodward Staines-upon-Thames, Surrey
Julian Stockwin Ivybridge, Devon
Diana Hughes Aldeburgh, Suffolk
Charles Clark Rosenheath, Otago, New Zealand
John Knight Goulceby, Lincolnshire
Linda Collison Colorado, USA
Margo Foley Burleson, Texas, USA
Geoff Dunn Tywardreath and Par, Cornwall
Students
John Olenkiewicz (no address)
Peter Wells Ely, Cambridgeshire
Laura Pritchard Wandsworth, London
Simon Brinkley Corringham, Essex
Luke Slater Gosport, Hampshire
John Galbraith Rugby, Warwickshire
Kris Stanich Colorado, USA
Vincent Ory Bouches du Rhone, France
Reported Deaths
Dr A. J. G. Dickens

Stoke Bishop, Bristol
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