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Chairman’s Column
In partnership with the Brunel Institute the Society held an extremely 
successful conference in Bristol on the 6/7 September, Connecting the Oceans: 
The impact of global steam in the nineteenth century. The SS Great Britain 
Trust and the Brunel Institute provided excellent facilities and a warm welcome 
to over 70 attendees, including a reception onboard the SS Great Britain.

Brunel’s first ocean going steamship was the SS Great Western of 1838. 
She was an oak-hulled paddle-wheel steamship, the first steamship purpose-
built for crossing the Atlantic. Designed by Isambard Kingdom Brunel, 
Great Western proved satisfactory in service and was the model for all 
successful wooden Atlantic paddle-steamers. The SS Great Western worked 
to New York for 8 years and was scrapped in 1856 after serving as a troop 
ship during the Crimean War.

The SS Great Britain was, and remains, an extremely important part 
of this country’s Maritime Heritage. She was launched by Prince Albert 
in 1843. Advanced for her time, she was designed by Isambard Kingdom 
Brunel, for the transatlantic service to New York. While other ships had 
been built of iron or equipped with a screw propeller, the SS Great Britain 
was the first to combine these features in a large ocean-going ship together 
with water-tight bulkheads and a double bottom. She was the first iron 
steamer to cross the Atlantic, which she did in 1845 in the time of 14 days. 
Her four decks provided accommodation for a crew of 120, plus 360 
passengers who were provided with cabins, and dining and promenade 
saloons. She later carried thousands of immigrants to Australia.

I was privileged to be able to open the conference and give a few words 
of welcome. The opening keynote paper, ‘Making connections possible: 
the businesses that drove the global expansion of steam’, was given by 
Helen Doe of Exeter University and a trustee of the SS Great Britain. 
The new technology required new business models, investors willing to 
take risks and engineers who were developing new ideas and methods 
of ship construction. There were many success stories but it was a very 
competitive environment, and there were also many business failures.

The rise of steamships brought a significant change to the lives of 
seafarers, and major changes to the culture and identity of what it was to 
be a seafarer. Under the general heading of ‘Moving under Steam’, papers 
were given which not only addressed the commercial and technological 
changes but also the effect on passengers and cargoes and the nature of 
trade. For example the carrying of the rising numbers of migrants became 
profitable, particularly once side-paddle steamships were replaced by 
iron screw steamships. Another paper addressed the more predictable 
speed and timekeeping of steamships compared with the days of sail, but 
pointed up the concomitant effect of the boredom and repetition of days 
on long distance travelling to eastern colonies. The change from sail to 
steam affected significantly the lives and health risks of seamen. Falls and 
drowning during sail handling were replaced by stokers’ cramps from 
prolonged hot work. Shorter passage times led to speedier access to medical 
care, but also meant that voyages took less time than the incubation period 
of some infections, increasing the scope for international epidemics.

The transition from sail to steam had a major impact on ports around the 
world and this was reflected in papers addressing the need for adaption to 

https://en.wikipedia.org/wiki/Steamship
https://en.wikipedia.org/wiki/Atlantic
https://en.wikipedia.org/wiki/Isambard_Kingdom_Brunel
https://en.wikipedia.org/wiki/Crimean_War
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the technical demands of steamships. The differing needs of sail and steam 
resulted in ports, ship builders and indeed ship owners, having to make 
very difficult decisions and many had to struggle to survive the transition. 
Sail and steam both remained a feature over several decades with sail 
remaining important on the long haul trade routes, a fact addressed in a 
paper by Captain Peter King.

The naval powers were not immune to the changes and the effect of 
steam on global travel and power projection. One paper concerned the 
effect on German naval and commercial shipping, and another paper 
addressed the United States Navy’s labour issues with steam, which led 
to the more widespread employment of African Americans. For hundreds 
of years the Royal Navy had been a wooden navy, propelled by sails and 
equipped for point blank broadside action. Our Hon. Sec. gave a paper 
on ideas Brunel developed for the Admiralty during the Crimean War 
for steam powered stealth gunboats; unfortunately none came to fruition 
before the war ended. Although tenders and small vessels became steam 
powered earlier in the century, members will be aware that it was not until 
1860 when HMS Warrior was commissioned that iron and steel began to 
replace wooden wall warships. Even then, HMS Warrior was essentially 
a 40 gun broadside wooden frigate, with armour plating, an iron hull and 
steam power. Steam powered, but still with sails for sailing ocean distances. 
The advent of exploding shells brought the end of point blank broadsides, 
HMS Warrior was quickly made obsolescent and 1871 saw the launch of 
the mastless and more capable HMS Devastation.

My grandfather was a naval stoker at the end of the nineteenth century 
so from my own perspective, I have always felt that the unsung heroes of 
these early steamships were the Stokers, Firemen and Trimmers, endlessly 
shovelling coal in intense heat. An adequate supply of coal was necessary 
to make global steam power at sea possible. How much did these ships 
consume and how much could they carry? The SS Great Britain could 
carry enough coal to get her to New York where she could load enough 
coal to get back to Britain. But to cover the world’s oceans coal had to be 
available in ports all over the world, both for commercial shipping and the 
Royal Navy. So the government established coaling stations, from Shanghai 
to the Falklands, Malta to Cape Town, and everywhere in between.

My own feeling, reinforced by talking with others, was the conference 
was a great success. A joint conference, and thanks go to the SS Great 
Britain Trust and the Brunel Institute for hosting the event and their 
contribution to the organization. David Davies and Alistair Roach were 
the SNR contributors in the establishment and running of the conference. 
It is hoped that the conference papers will be published in a special edition 
of Topmasts early in the New Year. 

Admiral Sir Kenneth Eaton
Chairman, Society for Nautical Research

Editor’s Notes

Welcome to the November edition of Topmasts. It was good to meet with 
many fellow members at the SNR/SS Great Britain conference referred 
to by our chairman, and to meet volunteers from Brunel’s Great Britain. I 

https://en.wikipedia.org/wiki/HMS_Devastation_(1871)
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thoroughly enjoyed the varied and interesting papers that were presented 
by the speakers. I am looking forward to the next one!

In this edition of Topmasts you will find how the gentlemanly conduct 
of a British admiral contributed to the loss of a colony; a slightly idio-
syncratic insight into the Royal Navy in Georgian times; and the informal 
recruitment processes used by captains in the Dutch whaling fleet. We also 
report on the unveiling of a new memorial that recognizes the contribution 
of the men and women of the Merchant Navy in war and peace, and an 
award given to a European museum that commemorates the tragic loss of 
two Royal Navy ships in a North Sea storm.

The July to September New Members list shows that 60 per cent of our 
new members live outside the UK, joining a large number of existing non-
UK members. While I do try to include notices of non-UK conferences, 
events and other news, if there is something that you wish to bring to the 
attention of all members, please to let me know about it.

Last, thank you to those members who have contributed to this edition 
of Topmasts, especially to those who do not live in the UK.

Nigel Blanchford 
nigel.blanchford@snr.org.uk 

The Battle of the Chesapeake Capes
The ‘Bourbon Family Compact’: 

pulling the strings behind the scenes.

For the Royal Navy in the age of the fighting sail, the battle of the 
Chesapeake Capes was a engagement of minor military importance 
compared with the second battle of Ushant in July 1778 or the battle 
of the Saints in April 1782. However, the Chesapeake defeat instigated 
the fall of Yorktown which sealed the outcome of the American War of 
Independence. The victory of the French fleet had lasting consequences 
on the global stage, but its success very much hung by a thread, as I will 
attempt to demonstrate. 

*
Throughout the second half of the eighteenth 
century, skirmishes between the insurgents 
and the British army had led to the uprising of 
the thirteen colonies and to them proclaiming 
their freedom. European volunteers were 
already fighting alongside the Insurgents, but 
when France then Spain officially recognized 
the United States and became its allies, the 
War of Independence became an international 
conflict. To support the insurgents, France 
would have to carry out military operations 
more than 3,500 nautical miles away from her 
shores and to widen the theatre of the war to 
include the French West Indies colonies. But 
Louis XVI wanted to take revenge upon the 
British and put the accursed 1763 Treaty of 
Paris behind him. 

mailto:nigel.blanchford@snr.org.uk
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In July 1780 6,000 Frenchmen were landed at Newport. They were 
commanded by Lieutenant General Comte de Rochambeau as part of a 
project codenamed Expédition particulière. Rochambeau agreed with 
Lieutenant General George Washington, the commander-in-chief of the 
continental army, that the situation was ripe to deal the coup de grâce. But, 
since French reinforcements were still blockaded in the West Indies, the 
final campaign had to be postponed. 

In early spring 1781 Lieutenant General Sir Henry Clinton, the British 
commander-in-chief, held on to New York. He ordered his second-in-
command, Lieutenant General Charles, Lord Cornwallis, who had been 
campaigning across the southern states, to secure a deep-water port on the 
Virginian Peninsula and maintain their seaborne lines of communication. 
Cornwallis selected the site of Yorktown, close to where the York River 
reaches the Chesapeake Bay.

In July 1781 Rochambeau rallied with Washington at Wethersfield. 
Both men trusted and valued each other but differed in their strategic 
approach; Washington was set on attacking New York, while Rochambeau 
wanted to concentrate their forces in the south, where they could count on 
reinforcements from both the French fleet and the militiamen of Marquis 
de La Fayette. 

Both plans relied heavily on the strength of the French naval squadron 
that would be deployed, but France had always prioritized the defence 
of her colonies. This time Rochambeau was optimistic. He had been 
in contact with the Lieutenant Général des Armées Navales Comte de 
Grasse to convey the Insurgent’s need for more men and significant sums 
of money. De Grasse had informed him that he would bring all possible 
support to the Chesapeake Bay and added that Chef d’Escadre Comte 
de Barras would land reinforcements at Newport. Though Rochambeau 
had put himself under Washington’s orders saying he ‘had come to serve, 
not to command’, nevertheless his correspondence with de Grasse had 
emboldened his position and he convinced his commander to change plans. 

It would have been easy to overlook de Grasse’s capabilities. Earlier 
that year he had returned to Brest to plead with Louis XVI for permission 
to retire to his estate after a long naval career. But the situation across the 
Atlantic was on a knife edge and Louis XVI saw in de Grasse a way to 
tip the balance in his favour. He ignored his plea to be excused from duty 
and raised him to the rank of Lieutenant Général des Armées Navales. 
With orders to assist the Spanish to capture Jamaica and to provide much 
needed support to the American Insurgents, de Grasse set sail once more 
at the end of March. 

What would unfold from that point on took everyone by surprise. 
Arriving in the French West Indies on 28 April, de Grasse sailed from 
Cap Français on 3 August with the entire Armée Navale. He reached the 
Chesapeake Bay on 30 August and dropped anchor at Lynnhaven Roads, 
where 3,200 soldiers were landed and a massive war chest unloaded. 
Assuming that the French would only mobilize part of the fleet, Admiral 
Rodney, the commander of the British fleet, had set sail for England 
unaware that de Grasse had already turned the tables on him.

On the morning of 5 September, the ships of Rear-Admiral Sir Thomas 
Graves came in sight. But instead of swooping down on the enemy at 
anchor, as Lord Nelson will do at the battle of the Nile, he allowed the 
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French time to form battle lines. For the 
first time in the long history of Franco-
British naval conflicts, the French had 
an obvious advantage on the British: 24 
ships of the line against 19, 18,000 men 
against 11,300, and 1,800 guns against 
1,400. After exchanging fire until sunset, 
the two fleets proceeded on a roughly 
south-east tack away from the bay while 
staying out of each other’s range. But 
on 9 September, de Grasse deftly turned 
back toward the Chesapeake Bay where 

he was rallied by Barras on 12 September. The heavily outnumbered 
Graves then disengaged and headed back to New York.

Having reached Williamsburg 
on September 14, the combined 
Allied Army started to besiege 
Yorktown by 1 October. After 
a fortnight’s siege, trapped with 
no hope of reinforcements, the 
British waved the white flag. 
On 19 October the capitulation 
treaty was signed by Washington, 
Rochambeau and Barras, on 
the American side, Cornwallis 
and Captain Thomas Symonds, 

on the British one. Pleading illness, Cornwallis subsequently made his 
excuses from the surrender ceremony. His second-in-command, Major 
General Charles O’Hara, presented the commander-in-chief’s sword to 
Rochambeau who honourably declined, then to Washington who deferred 
it to Major General Benjamin Lincoln, his second-in-command. These 
proceedings formerly marked the end of military operations in North 
America. 

*
But how could the twists of history be so unanticipated and so decisive in 
equal measure? The key to understanding de Grasse’s enigmatic decision 
lies in the conference he held with the Royal Spanish colonial emissary 
Francisco de Saavedra y Sangronis, in July 1781 at Cap Français. Both men’s 
motivations were intrinsically bound by the ‘Bourbon family compact’, and 
their conference set in motion a series of military and financial manoeuvres 
which would completely blindside the British, making their ultimate defeat 
inevitable. A family compact encapsulates signed agreements between the 
various branches of a single family reigning over several countries and 
whose interests might conflict. In the sixteenth century, such a family 
compact enabled the Hapsburgs to rule simultaneously the Holy Roman 
Empire and the realm of the Catholic kings. In the eighteenth century, an 
equally powerful compact bound three great-grandsons of the Bourbon 
King Louis XIV: Louis XV, king of France, Charles III, king of Spain, and 
Philippe, 1st duke of Parma. 

France was still recovering from the trauma of the Seven Years War, 
and Spain was desperately seeking to reconquer Menorca, Gibraltar and 

Disposition of the French and British fleets at 
Chesapeake Bay
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Florida from the British. In addition, a major military success was needed 
to prevent the doomsday situation of Great Britain becoming North 
America’s sole governor. If the Bourbon Alliance could capture Jamaica, 
the richest of the West Indian colonies, they would deliver a severe hammer 
blow to the British Kingdom. To succeed, a coordinated action by both 
navies was imperative to counterbalance the supremacy of the Royal Navy. 
Such a delicate undertaking required close collaboration and Charles III 
dispatched a delegation led by Saavedra to ensure direct alignment with 
the French fleet.

Since supporting the Spanish in conquering Jamaica was de Grasse’s 
strategic objective, only a fraction of the Armée Navale would be 
available to assist Washington. But American independence was in fact 
the Frenchman’s immediate priority. He anticipated that success in 
America would ultimately lead to the fall of Jamaica. Fortunately, the 
coming hurricane season favoured him and the Jamaican campaign was 
rescheduled for the following spring. 

De Grasse then focused all his attention on Virginia and Saavedra 
showed how keenly he perceived the mission’s imperatives. To ensure 
the entire French fleet could take part in operations, he redeployed five 
Spanish vessels from Havana. He also released 500,000 piasters, the funds 
that Washington so badly needed. This allowed de Grasse to sail to his 
destiny with 29 ships of the line and a small fortune in silver pesos.

No one anticipated that the synergy of de Grasse’s boldness and 
Saavedra’s complicity would have such a devastating impact. De Grasse 
and Saavedra behaved like brothers, acting hand in glove, in the spirit of 
complete collaboration, their mutual trust borne of the strength of the 
Bourbon family compact. Professor David C. Skaggs wrote,

The operational decisions de Grasse and Saavedra made at Cap 
Français created the greatest combined campaign in the history 
of the age of fighting sail [. . .] Compared with the Washington-
Rochambeau’s conference [. . .] the de Grasse-Saavedra’s meeting 
[. . .] resulted in more critical decisions that decisively contributed to 
the Yorktown victory. It deserves to be accorded a high place in the 
history of operational planning.

*
A white marble column erected at Yorktown recognizes 
France’s key role. Rochambeau and de Grasse were 
personally thanked for their display of skill and 
bravery, and were awarded two pieces of field ordnance 
taken from the British as a testimony of approbation. 
Washington wrote to de Grasse, ‘[. . .] the triumphant 
manner in which Your Excellency has maintained the 
mastery of the American Seas, and the Glory of the 
French Flag, leads both nations to look to you as the 
Arbiter of the War.’ 

Being under the direct orders of Washington, La 
Fayette was not explicitly thanked but he was not 
forgotten. On the occasion of his farewell tour in 1824–
5, his full-length portrait was installed in the Old Hall, 
hung to the speaker’s left. An equal-sized painting of 
Washington was subsequently hung to the speaker’s 

Crest of the USS ‘Comte de 
Grasse’
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right and these two works of art are now permanent ornaments of the 
Chamber. 

Rochambeau, La Fayette and de Grasse were among the founding fathers 
of the French branch of the Society of the Cincinnati, established on 4 
July 1784. In addition they are the only foreign officers whose names have 
been used to christen US Navy ships. USS Rochambeau was the former 
liner Maréchal Joffre transferred to the US Navy in April 1942. Lieutenant 
(junior grade) John F. Kennedy took passage on board to reach Tulagi 
and to take command of patrol torpedo boat PT-109. USS La Fayette was 
the prototype of the third class of ballistic missile submarine. USS Comte 
de Grasse was the twelfth Spruance class destroyer. Her motto was ‘Sans 
précédent’ and, wherever she was alongside, she flew a French flag next to 
the companionway. 

For the 150th anniversary of the fall of Yorktown, 
the US Postal Service issued a stamp paying tribute 
to Washington, Rochambeau and de Grasse. In 
France, a marble votive plaque was affixed in l’Église 
Saint-Roch in Paris by the French branch of the 
Cincinnati Society. As part of the 200th anniversary 
of the Declaration of Independence, France offered 

an impressive bronze statue of de Grasse which was erected at Cape Henry 
Memorial Park alongside a memorial commemorating the bicentenary of 
his victory.

*
Had the ‘Bourbon Family Compact’ – and its sworded arm led by 
Rochambeau, La Fayette and de Grasse – faltered, the American insurgents 
would have probably been crushed by their colonial masters. In his novel 
The Man in the High Castle, Philip K. Dick imagined a dystopian parallel 
reality in which Nazi Germany and Imperial Japan are the overwhelming 
victors of the Second World War. Similarly, had the British remained in 
control of the North American continent, the king of the United Kingdom 
of Great Britain and Northern Ireland, emperor of America, would surely 
be sitting on his throne in New Buckingham Palace, overlooking the 
Potomac River. 

Rear-Admiral Jean-Yves Nerzic
Overseas Corresponding Member for France

Tradition in Dutch Whaling

The differences between Dutch whaling in the Arctic in the seventeenth 
and eighteenth centuries and in the Antarctic in the twentieth century were 
massive. During the earlier period sailing ships with their six or seven boats 
and harpooners were hunting the slowly moving right whale (Groenlandse 
walvis) with its thick layer of fat. In the later period big factory ships 
like the Willem Barendsz crewed by several hundred men and their many 
catchers each with a harpoon gun on its bows were after the fast moving 
blue and fin whales. The whalers were always wanting the whale’s blubber. 
In earlier centuries the fat was for making soap, candles and as a lubricant, 
in the twentieth century for the production of margarine.

The differences were great indeed. There was, however, one constant 

https://www.societyofthecincinnati.org
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element recognizable in both types of Dutch whaling: a substantial part 
of the crews frequently came from the same area, village or island. The 
examples of this noteworthy feature presented here are taken from the 
new book Een Zee van Traan: Vier eeuwen Nederlandse walvisvaart 
1612–1964 [An Ocean of Whale Oil: Four centuries of Dutch whaling 
1612-1964] written by Louwrens Hacquebord and myself, see below 
under ‘Books by Members’.

Whaling was an important industry in the Dutch Republic during the 
seventeenth and eighteenth centuries. Ships had to be built and repaired, 
provisioned with victuals and catching tools and the ships had to be 
manned. After the voyage the whale blubber had to be cooked to reduce 
it to whale oil and the bones had to be cleaned and then sold as baleen. At 
its peak in the two decades before and after 1700 more than 200 vessels 
sailed to the waters near Spitsbergen (Svalbard) and after 1719 to the Davis 
Strait as well. In the year 1701 no fewer than 1,000 whales were caught. As 
the 18th century wore on fewer whales were harpooned and the number 
of ships involved dropped, to 150 in 1770 and to no more than 60 in the 
1790s. After the Napoleonic era whaling was a forlorn business. Only a 
handful of ships went to the north, mostly to club seals.

During the heyday of Dutch Arctic whaling between 6,000 and 11,000 
men boarded whaling ships, an average of 45 per vessel. It all unfolded 
according to the rhythm of the seasons. In March ships sailed to the Davis 
Strait, a month later to Spitsbergen. The catching period was from May to 
July/August with return to the Netherlands in August/September. Part of 
the crew helped unloading the fat-filled casks and also with the cooking 
process. Most went home in late autumn, that is before winter set in, 
already certain about enlistment on a new voyage in the coming Spring and 
often with the same captain, in Dutch whaling called the ‘commandeur’. 
The northernmost tip of the province of Holland (Huisduinen and Den 
Helder), the Wadden Isles and the North Frisian islands of Föhr and 
Borkum were the areas where most commandeurs lived. They engaged 
most of their crews in their own neighbourhoods. In many villages whaling 
was the major source of employment for the male population.

Whaling was not considered very risky. A ship could get locked in the 
polar ice but a change of wind often created openings though not always. 
Occasionally confinement lasted weeks, even months, causing a late return 
but also bringing great relief to the already desperate family members on 
the home front. Some, though not many, ships were lost for whatever 
reason. Out of 14,000 eighteenth century voyages, only 299 or less than 
two per cent ended in disaster, that is in the loss of the ship. Vessels used 
for whaling were mostly very sturdy fluitships with extra strong bows and 
some other features so they could stand up to the pack ice. Ships of 30 and 
40 years old were not exceptional.

The commandeur always picked his own crew, the officers as well as 
the men and boys in the lower ranks. First he found them among his 
male relatives: son, brother, uncle, brother-in-law, nephew. Next came 
his fellow villagers and people from nearby settlements, their recruitment 
often arranged at the end of the previous voyage. He also picked boys no 
older than 9, 10 or 11 years. At that age he himself had often begun his 
career as a cabin boy and had then risen through the ranks, if gifted with 
the required qualities. For example, in 1789 commandeur Lourens Boon 
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of the island of Texel was joined by 15 fellow islanders; 12 locals joined his 
colleague Abraham Walig from Huisduinen/Den Helder. These whalers 
formed the core of the crew of 45. The rest came from from villages in the 
same area, other parts of the Netherlands and from abroad and were often 
known to the commandeur.

Among the foreigners, islanders from Föhr and Borkum were very 
prominent. These North Frisian Islands were almost totally geared to 
whaling. Early in the year several boats transported many hundreds of 
male islanders to the Dutch Republic and to a lesser degree, to Hamburg. 
Many of them were once again enlisted by their previous commandeurs, 
the others from the two islands had already been recruited by fellow 
islanders who had become commandeurs of Dutch whaling ships. Fifteen 
per cent of all Dutch eighteenth-century commandeurs were from these 
two small islands. In September the islanders returned home with their 
earnings and with all kinds of Dutch commodities. While they were away 
their wives and mothers did the farming.

Each year this same pattern unfolded in the Netherlands. As the 
seafarers were en route to their whaling vessels those vessels were being 
prepared for new Arctic voyages in Amsterdam, the Zaan area and around 
Rotterdam, places where directors of the ship-whaling companies lived. In 
September, the men followed the same path back home. Towards the end 
of the eighteenth century, however, fewer people travelled the route. The 
catches of whales diminished and war endangered sailing to the Arctic. 

The common geographic background of the hard core of crew members 
on board and the common goal of wanting money out of one specific 
source, the whale, regularly transformed an heterogeneous crew into a sort 
of community. Pack ice and heavy storms were common enemies. Many a 
seafarer knew other people on board. The language was no great problem. 
The followers of the commandeur spoke the same dialect. Seafarers along 
the northwest European coast communicated in a sort of maritime Dutch. 
Islanders from Föhr even took up Dutch names. It was a community on 
board in which each man had a specified task as soon as the hunt began. 
In 1769 also a young kid like 11-year-old Jens Eschels from Föhr found 
comfort with his fellow islanders, though he had softly cried during the 

first weeks at sea.
In the midst of the 

twentieth century young 
men in the same area 
were once again attracted 
by whaling. This brand 
new enter prise in an 
impoverished Nether-
lands after the Second 
World War promised 
a job and good money 
but also adventure and 
an escape from an often 
isolated environment. 
Dutch parti cipation in 
modern whaling in the 
Antarctic con sisted of The Willem Barendsz 1, watercolour by Albert Veldkamp, her first mate
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only 17 voyages between 1946/47 and 1963/64. A whaling company was 
established in Amster dam a few months after the war. The first Willem 
Barendsz was the company factory ship until 1954/55 when a larger second 
Willem Barendsz followed it. Employment in the processing factory on 
board always attracted people from Amsterdam. The first captain was Klaas 
Visser from the tiny Wadden island of Schiermonnikoog. Like his forbears 
on the Wadden Isles he encouraged his neighbours to go whaling. On 
Visser’s second voyage, for example, no fewer than 14 islanders went with 
him, his wife, as a stewardess, included. Several men from the other Wadden 
islands joined him as well.

The agrarian province of Friesland was another twentieth century 
recruiting ground. Being employed in the modern whaling industry 
for seven to eight months had all the usual benefits plus the possibility 
of earning more money during the summer in the agrarian sector, in 
maintenance and construction work, and in the growing exploitation of 
holiday cottages. But a youngster was also allured by the possibility of 
buying a moped. In 1957/8 a total of 34 men from four villages in the 
north-east corner of Friesland were employed in the Antarctic. 

For centuries the pursuit of the huge whale inspired people in certain 
maritime areas of the Netherlands. The once important economic 
activity started in 1612. At first in the hands of the so-called Noordse 
Compagnie, provided with a monopoly charter, next from 1642 carried on 
by independent entrepreneurs when whaling was free for all comers and, 
at the end, closed in the twentieth century when the state had withdrawn 
support of the single operating company. In all the phases of Dutch 
whaling a remarkable number of crewmembers came from much the same 
places which throughout the period maintained ties with the hunt from 
the world’s largest animals.

Jaap R. Bruijn
Member, SNR

James Anthony Gardner
Sailor and social commentator

In the National Trust second-hand bookshop at Shugborough House, 
Admiral George Anson’s stately home, I recently chanced on a copy of 
a paperback entitled Above and Under Hatches: Recollections of James 
Anthony Gardner, edited Sir R. Vesey Hamilton and John Knox Laughton. 
The book is a facsimile reproduction of 2000 by Chatham Publishing of the 
Navy Records Society volume 21, 1906. There are a number of such naval 
memoirs of the Nelson period although Gardner’s is a little different in 
that it was not written for publication and focuses mostly on social aspects 
of naval life. There is therefore little in it of those aspects of naval history 
concerning tactics and strategy. It is, however, unique in its catalogue of 
so many of the officers with whom Gardner served. The volume is also 
interesting historically because of the contribution of the two editors, 
written in 1906 and reflecting the attitudes of the early twentieth century.

Gardner came from Waterford in Ireland and had important naval 
connections including a father who was a captain and a great-uncle who 
was an admiral. He was ‘signed on’ to his father’s ship as a child in 1775 
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and then progressed on to midshipman and lieutenant, going ashore in 
1802 and completing his service in 1814 in charge of a signal station on the 
Sussex coast. He served in a considerable number of ships both large and 
small and on a variety of stations. He was superannuated as a commander 
and remained retired until his death in 1846 in his 76th year. 

The recollections were written in and around 1836, more than 30 years 
after he had served in any of the ships on which his narrative is based. Each 
ship gets a chapter which is structured in three parts: a narrative of events, 
anecdotes relating to characters in the crew and finally a list of all of the 
officers who served on the ship with him. This list gives the rank at the time 
Gardner knew them, the rank they eventually obtained, whether or not 
they survived in 1836 and a short comment by the author as to their ability 
and character. Gardner claims to have had an exceedingly accurate memory 
but it is difficult to believe that all of the names, including forenames, as 
well as ranks and future rank attained and whether surviving at the time of 
writing could have been held in the memory alone. This is especially true 
of the ships on which his name was carried as a captain’s servant when he 
was only a young child. Almost certainly Gardner must have kept some 
notes but he makes no reference to them in his recollections.

Hamilton and Laughton, the book’s editors, were both themselves 
distinguished in naval circles. Hamilton had retired in 1894 as President of 
the Royal Naval College, having been Commander-in-Chief of the China 
Station and then Second Sea Lord. Professor Laughton (later Sir John 
Laughton) had also been at the Naval College where he was a pioneer 
naval historian. When he left there he became Professor of Modern 
History at King’s College, London and was one of the instigators of the 
Navy Records Society as well as a copious contributor to the Dictionary 
of National Biography (DNB). The Chair of Maritime History at King’s 
College is named in his honour.  

The present occupier of the Laughton Chair, Professor Andrew Lambert, 
wrote an article in 19981 in which he praised the quality of Laughton’s 
work and his enormous contribution to ensuring that the navy was fully 
represented in the DNB. At the same time Lambert acknowledged that 
some of his contributions to the DNB were quite controversial, partly 
because he let his own prejudices, both personal and political, show 
through on occasions to the possible detriment of objectivity. One of 
those prejudices was a horror of drunkenness among naval personnel, 
particularly when at sea. In their introduction the editors draw attention to 
the frequent references to excessive alcohol consumption throughout the 
book. Laughton was mentioned in the August 2019 edition of Topmasts in 
an article on the Corbett 100 project in which it was recalled that he had 
assisted in founding the US Naval War College and had been inspirational 
in the work of Corbett and Marder, two of the most influential maritime 
historians of the era.

In their introduction to the recollections, Hamilton and Laughton 
reflect on why a competent and dutiful officer who had considerable 
interest through relatives and acquaintances at a time when interest was 
all important in gaining promotion, succeeded only in reaching the rank 
of lieutenant. They posit two principal reasons. First Gardner chose not 
1 Andrew Lambert (1998) ‘Our Naval Plutarch’: Sir John Knox Laughton and the Dictionary of 
National Biography’, The Mariner’s Mirror, 84:3, 308–15.
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to accept some appointments that were offered to him at critical points in 
his career. The editors indicate that in the navy of that time such exercise 
of personal choice would have been severely detrimental to his prospects. 
Their comments imply that in the early part of the twentieth century, 
despite interest having become much less of a factor, little had changed. 
They clearly would expect that an officer who turned down appointments 
out of personal preference would be unlikely to progress. Recruiting 
material for to-day’s navy seems to suggest that career progression is more 
closely linked to the wishes of the officer concerned than was the case a 
century ago. 

The second reason given by the editors for Gardner’s lack of promotion 
is that he married while a young lieutenant. They suggest that the 
tension between the exigencies of the service and the hopes of the wife 
on shore would have prevented the total commitment to the navy that 
was necessary for success. Again, this is a comment which is seen by 
Hamilton and Laughton as being as relevant to the navy of Fisher as to 
that of Nelson. Marriage at an early age they regarded as being fatal to 
a young officer’s prospects even though they admit that ‘no doubt there 
have been exceptions’. Such an attitude is quite alien to today’s multi-
gender navy, inclusive as it is of all varieties of marital status and sexual 
orientation. It seems that, although in materiel, with its steel screw driven 
ships, Fisher’s navy is much closer to that of the twenty-first century than 
to Nelson’s sailing navy, in social terms the opposite may be the case, with 
the exception, of course, of the attitude to drinking while at sea.

Gardner’s catalogue of the officers with whom he served was found 
by the editors to be surprisingly accurate. They remark that Gardner is 
inclined to be less critical of those who were senior to him than is often 
the case in such memoirs. Given his own lack of progression that is a little 
surprising – a chip on his shoulder might reasonably have been expected. 
In fact he consistently gave favourable comments on his seniors; almost 
exactly 75 per cent of all of his comments on his fellow officers were 
positive. In general Gardner seems to have had considerable faith in the 
system of promotion then in use as his view of most of those who rose to 
be post-captains or above is that they were able seamen and good officers. 
One of the possible reasons for his own limited progress, not suggested by 
the editors, may simply have been a lack of ambition.

Perhaps one of the most remarkable people mentioned by Gardner is 
Patrick Gibson. Patrick was purser of the Pallas (38) and already about 70 
when Gardner knew him in 1799. He was ‘a tall raw-boned Irishman . . . 
very powerful, with an Herculean grip and woe betide those who got into 
his clutches if roused to anger’. Patrick lived until 1840 and his portrait, 
painted shortly before he died at 110, is in the possession of the Royal 
Museums, Greenwich. Gardner’s pen portraits of his contemporaries, as 
has been noted, were frequently complimentary. For example he describes 
a fellow midshipman on the Salisbury (50) who went on to become a vice-
admiral and kcb as ‘a most excellent officer, seaman and gentleman’. By 
contrast he thought the boatswain on that ship ‘an infernal tyrant, a good 
sailor, a sycophant, a Hun, a Goth, a Vandal; a fellow that was made too 
much of by those who ought to have kept him at a proper distance’. On 
occasion he was brief but biting; a midshipman on the Queen (98) was ‘no 
man’s enemy but his own’ while the Carpenter on the Gorgon (44) had a 
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‘good timber head of his own’. At times his comments on drink were both 
critical and admiring. The clerk on the Gorgon he described as ‘very good 
abilities but killed by grog’ and a mate on the Berwick (74) was ‘a good 
seaman but given to drinking’, although in that case he retired as a captain.

By way of livening his narrative Gardner makes a number of references 
to classical history and literature. In some cases he gets the reference a bit 
garbled and the editors have to provide a correcting footnote. There is 
one particularly obscure aside of Gardner’s for which the editors provide 
an explanatory footnote. In this case I would suggest that there is a more 
credible alternative explanation to the one which they offer. During the 
United Irishmen Rebellion of 1798–9, Gardner, while first lieutenant of 
the Blonde (32), had been ferrying troops and equipment to Ireland to 
assist in the suppression of the uprising. It was clear that, although Irish, 
he had no sympathy with the rebels. Shortly afterwards the Blonde was 
required to take a party of Dutch soldiers from the Texel and bring them 
to England. In the course of that voyage the ship came close to being lost 
on the Shipwash shoal. In the extremity of saving the ship when every man 
was needed, Gardner commented on the uselessness of the Dutch soldiers. 
He said that ‘they were as much use as Castlereagh would have been with 
the same number of his Lancers or Prancers.’ The editors’ explanatory 
footnote is as follows,

Castlereagh was at this time lieutenant-colonel of the Londonderry 
Militia and Acting Chief Secretary for Ireland. The reference would 
seem to be to the discreditable conduct of the militia in the ‘race of 
Castlebar’ in the previous year. Castlereagh, of course, had nothing 
directly to do with it.

Although factually correct this explanation lacks credibility.2 Nobody 
in the 1830s would have remembered that Castlereagh commanded a small 
militia unit at the beginning of the 1798 rebellion. Furthermore the reference 
is clearly to cavalry with which he had no association. However, his half-
brother Charles Stewart, who succeeded him as Marquis of Londonderry, 
was a famous cavalry officer both during the rebellion and throughout 
the Napoleonic Wars. In the 1830s he was still colonel of the 10th Lancers 
and was in the news in 1835 for accepting and then suddenly refusing 
the post of ambassador to St Petersburg.3 In all likelihood Gardner was 
referring to Charles Stewart and confused the name. Incidentally, Charles 
was Winston Churchill’s great-grandfather.

Alastair Walker
Member, SNR 

2 John Bew, Castlreagh: Enlightenment, War and Tyranny, London, 2011.
3 Ernest Marsh, ,Lloyd Charles William Stewart (afterwards Vane), third Marquis of Londonderry 
(1778–1854), Dictionary of National Biography, vol. 54 (1897).
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A Case to Improve the Authenticity 
of the Replica Artefacts of HMS ‘Victory’

The restoration of HMS Victory has, over many years received considerable 
support from SNR.  Both the current and earlier projects have done the 
nation a great service in preserving the oldest commissioned warship in 
the world, and have allowed millions of people to have an insight into the 
lives of sailors at the beginning of the nineteenth century. However, given 
the massive expenditure on the restoration and preservation projects over 
the years, sadly a number of small details seem to have been overlooked.

Aprons of Lead
Early examples of aprons of lead were recovered from the Invincible (1758) 
historic wreck site. They were made from sheet lead 3 mm thick, cut in 
two sizes: 5½ x 5½ inches (139 x 139 millimetres) and 10 x 12 inches (254 
x 305 millimetres), see figure 1.1 In fact the earliest reference to aprons of 
lead goes back to 1675, ‘The sheet of lead which covered the vent of a gun 
when not in use.’2 In 1755 Invincible was one of 13 ships selected to try 
out new ‘locks’ (gunlocks) to speed up the rate of fire.3 These experiments 
were to be carried out on Invincible’s 9-pounder quarterdeck guns. The 
trials must have been successful, requiring the introduction of modified 
aprons of lead with ‘humps’.

The artefact recoveries from the 98-gun St George (1786–1811) displayed 
at Strandingsmuseum St George, Thorsminde, Denmark include a ‘32 to 
18 P’ apron of lead (figure 2). This made the author realize that replica 
aprons on the HMS Victory’s 32-pound guns bear little resemblance to 
what they actually looked like at the time of Trafalgar. The left hand St 
George’s apron would have been a spare since it lacked any securing holes; 
the right hand apron, held in the museum’s reserve collection, had seen 
service as it had securing holes. Each has three prominent cast broad 
arrows protruding vertically by 2 millimetres, see figure 3.

1 Bingeman, J. M., The First HMS ‘Invincible’ (1747–58): Her excavations (1980–1991), Oxford, 
2010.
2 Blackmore, H. L., The Armouries of the Tower of London, London, 1976.
3 The National Archives, ADM 2/219, letter dated 21 October 1555.

Figure 1 Aprons of lead from ‘Invincible’ (1758) (Photograph by Peter Hales)
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Figure 4 Replica 32-pound apron of lead from ‘Victory’ (Photographs John Bingeman)

Figure 3 Drawing by Rob Kennedy of the apron of ‘St George’ in their reserve collection

Figure 2 Aprons of lead from ‘St George’ (1811), left on display, right in their reserve collection 
Photographs left John Bingeman, right Tom Cousins)

Compare the 100-gun Victory’s replica aprons of lead (figure 4) with 
those recovered from 98-gun St George (1811) wreck site. The construction 
of Victory’s replica aprons can best be described as ‘fabricated’ out of sheet 
lead with lead welds while St George’s would have been cast in a mould 
utilizing a founder’s core to achieve a hollow hump.

John M. Bingeman
Vice-President, SNR
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The Fenland Lighter Project
A Boatload of Revellers, and Fenland ‘Frolicking’ 

that Lasted Several Days

On 2 August 1774, while cruising on the Fenland waterways, Lord Orford 
encountered what he described as ‘a Ramsey boat, filled with lads and 
lasses fishing’. The occupants of this same boat had just returned from 
‘frolicking two or three days’ at a regional junket, marked by ‘Dancing 
and country gambols’ (see Some Suggested Reading).

Eighteenth-century Fenland events of that sort, at various locations, 
seem to have combined elements of picnicking and boating: and in some 
cases there would have been a fair-like range of commercial attractions 
as well. By and large, such gatherings are not well documented, but it 
has sometimes been suggested that they can be viewed as what might be 
termed ‘proto-regattas’. They were commonly convened on a ‘one-off’ 
basis, but sometimes involved considerable preparation as annual events. 
It would appear that a copious supply of alcohol in various forms was a 
common feature. In some instances, Fenland ‘proto-regattas’ (if that term 
may be used here) seem to have been just part of larger public celebrations.

Returning to Orford’s encounter with the boat from Ramsey, it is 
worth pointing out that circumstances had led to two sharply contrasting 
approaches to boating. On the one hand was the third Earl of Orford 
and his gang of modified Fenland lighters – forming, in effect, a sort of 
articulated yacht (see Topmasts 19) – while on the other hand were the local 
‘lads and lasses’ in their crowded open boat. As Orford made no particular 
comment on that same craft, she was probably just what might have been 
expected. On that basis, it is likely that she was around five metres in 
length, clinker-built and with a transom stern. Primarily propelled by 
oars or quants, depending on depth of water, there might also have been 
a simple sailing-rig of small area, with a short mast that could be readily 
lowered when not in use. Lacking a centre-board (or similar device), a 
Fenland ‘country boat’ of this sort would have had a decidedly limited 
performance under sail. Steering might well have been accomplished with 
an oar trailed over the stern, using a sizeable ‘notch’ in the top of the 
transom to provide the necessary fulcrum.

The drawing herewith illustrates what has just been said, and some 
further comment is added at this stage. Only half-a-dozen occupants 
are shown, but clearly more could be carried. Extra seating could be 
improvised with short planks laid along the boat’s centre-line, between 

A Fenland ‘country boat’ (Image courtesy FLP)
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one thwart and another. Provisions and extra clothing would be stowed 
below gunwale level. Similarly, the sail, wrapped around its short spars, 
would be out of sight (as in the drawing), as would oars and spare quants. 
A single quant is shown in use amidships, so as to keep the boat from 
drifting unduly. In the bow, a ‘lass’ is fishing with a rather primitive rod. 
Down in the stern, fishing of a very different sort is about to begin. This 
use of ‘trimmers’ would involve long stakes, a mallet, and a ‘crooked stick’.
For further description of trimmers as used in the old-time Fenlands, see 
Topmasts 21.

Subsequent to the meeting with the Ramsey boat, Lord Orford’s 
journal entry for 2nd August becomes rather confused for the rest of 
that day. In part, this is due to an ongoing joke which he and his guests 
shared, namely that they were exploring a more-or-less unknown region 
of the world. This fantasy led to a renaming of various locations, using 
fanciful but misleading titles. As a result, the sequence of events seems to 
be somewhat jumbled. The three-week cruise was drawing towards its 
close, and Orford was evidently trying to update his journal in a hurry. 
A hearty dinner, including venison and freshly caught fish, was doubtless 
accompanied by plenty of wine. This could well have contributed to some 
of the imperfections just mentioned. Be that as it may, Orford’s journal 
entry for 3rd August makes it plain that the new morning found his 
modified lighters at anchor in the middle part of Ramsey Mere, a small 
lake which was evidently not much more than a metre in depth.

In these 2019 columns, the focus has been on bygone Fenland regattas. 
It has been indicated that, at various times and on various waters, such 
events played a significant part in regional life. This present column, 
centred on ‘proto-regattas’, raises the question of how far their influence 
may have reached.

No clear-cut answer seems possible, but the occasions deserve some 
attention all the same. One way and another, the ‘protos’ form part of 
the long and ongoing story of recreational activity involving the Fenland 
waterways.

Some Suggested Reading
J. W. Childers (ed.), Lord Orford’s Voyage round the Fens in 1774 

(Cambridgeshire Libraries Publications, rev. edn 1993). Eighteenth-
century journals, with introduction by H. J. K. Jenkins, notes by Mary 
Liquorice, and historical map by Geoff Jenkins. See also FLP columns 
in Topmasts 19–21.

H. J. K. Jenkins, ‘A Looking-Glass Adventure: Lord Orford’s Fenland 
Cruise in 1774’ in Serge Soupel et al. (eds), Adventure: An eighteenth-
century idiom . . .(New York, 2009), pp. 251–73. This article discusses 
political, social and literary aspects of Orford’s cruise.

H. J. K. Jenkins
 Fellow, SNR 
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SNR News
Subscriptions 2020

At the SNR AGM in June this year, it was agreed that subscriptions 
should be increased. There is a continuing rise in the cost of distribution 
of The Mariner’s Mirror and, in more recent years there has been a huge 
improvement in the services provided e.g. new website, Topmasts online 
magazine and the availability of over a century’s published articles now 
available to view online via our website. This will be only the second 
increase since 2005, and the new rates for full members will be:

 UK £ 45.00
 Europe  € 50.00
 US, Canada and Australia $ 80.00

Student members will pay half the fees quoted above.
If you pay by direct debit, your payments will be automatically adjusted, 

but if you pay by Paypal or Stripe, please adjust your payment accordingly.

Strandingsmuseum St. George Wins Major Museums Award
At their Annual Awards Ceremony the European Museums Forum 
awarded the The Silletto Prize to the Strandingsmuseum St. George, 
Thorsminde, Denmark. The award recognizes excellence in working with 
the local community and involving volunteers. The citation for the Silletto 
Prize reads, 

Strandingsmuseum St. George is exemplary for its compelling 
storytelling, elegant presentation, and use of natural materials, but 
even more in its deep relationship with its local community, who 
have been at the heart of the creation and running of this museum.

Strandingsmuseum St. 
George reopened after 
renovation on 19 May 
2017 in Thorsminde, a 
remote fishing village on 
the west coast of Jutland. 
This beautiful site-specific 
museum tells the dramatic 
story of shipwrecks and 
their impact on local 
populations for years to 
come. The most devast-
ating shipwrecks were 
of two British vessels, 
HMS St George and HMS 
Defence at Christmastide 
1811 near Thorsminde. 
Only 17 of the 1,300 men 
aboard reached the shore 
alive.

Strandingsmuseum St. 
George is exemplary for 
its compelling storytelling, 

The Rudder of HMS ‘St George’ (Photograph John 
Bingeman)
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elegant and clear scenography, refreshing visitor path, fine graphic 
design, original and skilful calligraphy, and use of natural materials 
such as wood tablets to support short and precise texts. The 
multimedia are beautifully designed, emotionally engaging and witty. 
Set on an sandy harbour, amid sheds made of wood and concrete, 
the building is a model of integration with the local architectural 
style and materials. By adding a tower to house the original rudder 
of HMS St George – the rudder is seven metres high, the architects 
introduced an interesting vertical axis which offers a dramatic view 
of the harbour and village.

The small community of Thorsminde, whose story the Strandings-
museum St. George tells, was strongly involved in starting the 
museum and now in running it, with the help of numerous volunteers. 
Local residents are very proud of this museum and offer visitors a 
warm welcome. The museum, which contributes positively to the 
identity and cohesion of the local community, has become a kind 
of community centre in its own right. Some even gather there on 
Christmas Day.

https://europeanforum.museum

A description of this museum by John Bingeman can be found in Topmasts 
27, August 2018

John Bingeman
Vice-President, SNR

The New Plymouth Merchant Navy Monument
Merchant Navy Day 2019 dawned fair, clear skies, sunshine and a light 
breeze. It was a special day as on Plymouth Hoe a new monument was 
to be dedicated and unveiled. The day was also the 80th Anniversary of 
the first action of the Second World War when the cargo passenger liner 
Athenia was sunk by a U-boat in the Atlantic Ocean.

The monument has 
been built following 
almost five years of 
public fundraising. It’s 
prestigious location 
on Plymouth Hoe is 
second to none and is 
shared with the Naval 
War Memorial, the Sir 
Francis Drake statue, 
the Armada memorial 
and Smeaton’s light-
house. The latter was 
rebuilt on the Hoe 
after having served 120 
years protecting ships 
from grounding on the 
notorious Eddystone 
Reef 12 miles offshore. The Band of the Royal Marines march past Plymouth Merchant 

Navy Monument (Photograph Paul G. Wright)

https://europeanforum.museum
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At 1100 sharp the Master of the 
Corporation of Trinity House, 
HRH the Princess Royal joined 
dignitaries, invited guests and the 
general public who had gathered 
around the monument for the 
service of dedication.

Following the unveiling the 
Princess Royal gave a short speech 
in which she said,

it seems it has taken a while to 
get this memorial – partly, I 
fear, because it reflects a slight 
lack of awareness about the 
valuable role the Merchant 
Navy not just played, but 
continues to play, contributing 
to free trade and the life and 
economy of our nation, often in 
the most difficult and dangerous conditions’. She went on to say that 
‘Seafarers continue to be an incredibly important asset to our island 
nation and they are the lifeblood of our maritime sector.

The Plymouth Merchant Navy Monument consists of a granite plinth. 
On three sides of the plinth are plaques providing information about the 
Merchant Navy and fishing fleets. The fourth plaque provides a dedication 
to ‘those men and women who serve in, or have served in, the British 
Merchant Navy or fishing fleets in times of both war and peace’. 

Surmounting the plinth is a sculpture named the ‘Watch keeper’. The 
‘Watchkeeper’ looks outward, over Plymouth Sound and towards the 
Ocean beyond. The sculpture by Steven Melton is based on a small 
statuette produced by lecturer, Bill Favata and cadets of Plymouth School 
of Navigation in the mid-1970s.

HRH the Princess Royal ended her speech by stating, ‘it is fitting that 
in the ocean city of Plymouth a monument to the Merchant Navy should 
stand.’

An article in Lloyd’s List written after the ceremony stated,

the Watchkeeper, looking out into the Atlantic from Plymouth 
Hoe, serves two purposes. The statue should act as a focus for those 
wishing to remember the Merchant Navy and fishermen who made 
the ultimate sacrifice, and it should serve as a wake-up call to a British 
nation that has long forgotten the role seafarers play in the nation’s 
economy. ‘Lest we forget’ has more than one meaning’.

Paul G. Wright 
Member, SNR

The Watchkeeper overlooking Smeaton’s Tower and 
Plymouth Sound (Photograph by the author)
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Anderson Fund
Research Report: Hull History Centre trip funded by the SNR

While the National Archives contain a wealth of documents relating to 
the maritime trade of the Tudor period and the national customs records 
alone allow extensive investigation of England’s merchant fleet, local civic 
sources can be invaluable in our mission to understand Tudor merchant 
and seafaring communities. Local archives are often a treasure trove of 
documents and when combined with national records they can provide a 
nuanced perspective that combines a national, regional and local viewpoint. 

Thanks to a generous grant from the Society for Nautical Research’s 
Anderson Bequest Fund, I was able to make such a trip to Hull History 
Centre in March 2019 to collect documents relevant to my PhD research. 
During this trip, I was able to consult various local civic sources relating 
to the maritime history of Hull during the sixteenth century. Four 
days were spent in the History Centre, during which time over 1200 
photographs were taken of 56 separate documents. This included records 
of litigation and disputes, charters of the Hull Merchant’s Society, Weigh 
House accounts, Bench Books, Burgess Registers, and various other 
miscellaneous documents. Fortunately, the documents were not only 
beautifully preserved but also turned out to be of great relevance to the 
local and national character of maritime trading during this period.

 To provide context, the aim of my PhD is to investigate England’s coastal 
trade during the latter half of the sixteenth century and to provide a rounded 

image of coastal commercial 
activity in three ports of 
social, economic and political 
importance (Southampton, 
Bristol and Hull). There has 
been a startling lack of research 
into coastal trading during 
this period. Aside from two 
somewhat dated tomes and a 
scattering of local studies, our 
knowledge of England’s coastal 
trade is surprisingly scarce. 
This decided lack of research 
has led to a skewed perception 
of the inner workings of the 
maritime industry, a clear 
under estimation of the scale of 
England’s merchant ship fleet 
and a biased approach to the 
socio-economics of England’s 
maritime world. 

In order to counteract 
this bias, my research takes a 
three-pronged methodological 
approach to the examination 
of the coastal commercial 

Detail from document C DSN/2 (Photograph courtesy of Hull 
History Centre)
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landscape. First, I created a purpose-built relational database into which details 
of over 4,000 ship voyages have been transcribed. Through this database, the 
intricacies of coastal commercial activity can be established, outlining the 
commodities transported, the size and origin of the ships involved, and the 
overarching characteristics of the shipmasters and merchants that plied those 
routes. Second, I am undertaking Social Network Analysis to determine 
the business ties of the shipmasters and merchants living in Southampton, 
Bristol and Hull. Third, I am taking a prosopographical approach to 
determine the socio-economic position of coastal traders within the three 
case study ports. The sources examined at the Hull History Centre most 
readily relate to the third approach, and these have been used to determine 
the residencies, wealth, occupations, social status, and political engagement 
of the men involved in coastal trading in Hull. 

The national customs records (the port books) sit at the very centre 
of all three methodological approaches and cross-referencing of the port 
books with these local civic sources has been very successful so far. Of 
the 56 Hull documents consulted, individuals identified in the port books 
are referenced in at least 44. This includes 20 shipmasters and merchants 
listed as becoming freemen for the Hull Merchant’s Society and at least 
20 shipmasters and merchants listed in the town’s Register of Burgesses. 
Additionally, at least 10 vessels listed on a 1577 document entitled “the 
naymes shipes, crays and pynkes belong[ing] to the town of hull” can be 
identified in the customs records, providing substantive detail regarding 
the crew sizes involved in coastal voyages. Aside from these documents, 
various sources relating to the purchase and sale of property in and around 
Hull attests to the wealth and social position of coastal traders in the town, 
and documents concerning trade disputes speak to the local political power 
enjoyed by some men involved in coastal trading. 

Clearly it would be unrealistic to outline the total findings from the 
numerous sources examined within the confines of this report. Indeed, 
many of these findings have been embedded within the data of the 
port books and will shortly make up a part of my completed thesis. 
Nonetheless, these few examples alone demonstrate the incredible 
richness of knowledge that can be obtained from cross-referencing source 
documents of traditionally separate sub-disciplines. Social historians can 
glean great insight into the inner workings of maritime communities from 
the national customs records, and economic historians would be remiss to 
disregard sources traditionally deemed social or political when attempting 
to explain commercial motivations and their resulting trends. Of course, 
the ability to make use of such extensive data results to some extent from 
the advent of widely accessible digital technology. In the case of my 
work, database technology has allowed analysis of several thousand port 
book entries, GIS software has enabled reconstruction of that data into 
visual trade routes, and software Social Network Analysis (Gephi) has 
empowered us to understand the social basis for commercial activity. 

Without funding from organizations such as the Society for Nautical 
Research, trips such as this would be impossible for many doctoral 
candidates and I must once again express my sincere gratitude for the 
generous funding offered by the SNR. 

Leanna Brinkley
PhD student, University of Southampton
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Calls for Papers
International Postgraduate Port  

and Maritime History Conference

Studying the history of port cities and their relationship to maritime 
endeavour and enterprise is a diverse and interdisciplinary practice, which 
draws on research methods from literary studies, sociology, anthropology 
and archaeology, and brings together aspects of social, economic and 
cultural history. On the 27–28 February 2020, the Centre for Port and 
Maritime History will hold its annual postgraduate conference at Cultra 
Manor in co-operation with the Ulster Folk and Transport Museum 
(Belfast).

The aim of this two-day conference is to bring together postgraduates 
and early career researchers of any discipline whose research includes parts 
of port and maritime studies, with a historical focus. We hope that this 
event will encourage postgraduate students to become part of the vibrant 
research community brought together by the International Postgraduate 
Port and Maritime Studies Network. As this network is international, 
we particularly invite proposals from researchers working at institutions 
outside the UK.

Email ippmsn@outlook.com 
Website  https://ippmsn.wordpress.com/

https://globalmaritimehistory.com/cfp-international-postgraduate-port-
and-maritime-history-conference/ 

New Researchers in Maritime History Conference 2020
27–28 March 2020, Chatham Historic Dockyard 

The British Commission for Maritime History (BCMH), in association 
with the Chatham Historic Dockyard Trust in Kent, England, invites 
contributions to its twenty-sixth conference for new researchers. For 
400 years the dockyard provided new ships and repair facilities for the 
Royal Navy, from sailing warships, steam warships to submarines. It is a 
wonderful location in which to hold this annual conference and provides 
a unique opportunity for new scholars to present their work in a historic 
setting.

mailto:ippmsn@outlook.com
https://ippmsn.wordpress.com/
https://globalmaritimehistory.com/cfp-international-postgraduate-port-and-maritime-history-conference/
https://globalmaritimehistory.com/cfp-international-postgraduate-port-and-maritime-history-conference/
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The Conference, which is supported by the Society for Nautical 
Research, helps 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. The deadline 
for proposals to the 2020 conference is 28 February 2020.

Those wishing to offer a paper should complete the online form.
Any queries should be sent to newresearchers@maritimehistory.co.uk
Website: http://www.maritimehistory.org.uk/

Mobilities, Exclusion, and Migrants’ Agency in the Pacific 
Realm in a Transregional and Diachronic Perspective

1–2 June, 2020, University of California, Berkeley

This conference is part of the Max Weber Foundation’s collaborative 
research project “Knowledge without Borders,” module “Interaction and 
Knowledge in the Pacific Region: Entanglements and Disentanglements.”

We invite historians and scholars from other disciplines to revisit the 
exclusion of migrants and their agency in coping with exclusion in light 
of the dynamics of mobility in and across the Pacific. More specifically, 
we want to focus on the various and entangled ways in which migration, 
exclusion, and racism have influenced government policies, perceptions of 
migrants in host societies, and migrants’ agency in the Pacific region since 
the nineteenth century. 

Please upload a brief CV including your name, institutional affiliation, 
and email contact and a proposal of no more than 300 words by 30 
November 2019 to our online portal. 
https://globalmaritimehistory.com/cfp-mobilities-exclusion-and-mi-
grants-agency-in-the-pacific-realm-in-a-transregional-and-diachronic-
perspective 

The 8th International Conference on Maritime Transport 2020 
25–26 June 2020

The Department of Nautical Science and Engineering of 
the Nautical Faculty, with the Polytechnic University of 
Catalonia, Barcelona

The sessions, in English as the official language, will 
be devoted to examining the progress and technological 
innovations on maritime activities and transport by 
professionals, scientists, researchers and all people involved 
in shipping, maritime transport and training from any 
country. Among the suggested topics are: Ports, Shipping 
Business, Environment, and Human Element.

Further information can be obtained at:
https://mtconference.upc.edu/en
https://mtconference.upc.edu/en/call-for-abstracts

https://dcen.upc.edu/en and mt@cen.upc.edu
Laureano Carbonell Relat, 

Overseas Corresponding Member for Spain, SNR

https://forms.gle/mJZTBtEfjjvuSFmw6
mailto:newresearchers@maritimehistory.co.uk
http://www.maritimehistory.org.uk/
https://app.smartsheet.com/b/form/e8005d1b9e774aeb9cb5314b2c0c8237
https://globalmaritimehistory.com/cfp-mobilities-exclusion-and-migrants-agency-in-the-pacific-realm-in-a-transregional-and-diachronic-perspective
https://globalmaritimehistory.com/cfp-mobilities-exclusion-and-migrants-agency-in-the-pacific-realm-in-a-transregional-and-diachronic-perspective
https://globalmaritimehistory.com/cfp-mobilities-exclusion-and-migrants-agency-in-the-pacific-realm-in-a-transregional-and-diachronic-perspective
https://mtconference.upc.edu/en
https://mtconference.upc.edu/en/call-for-abstracts
https://dcen.upc.edu/en


Topmasts no. 32

26

Conferences
The Society for Nautical Research (South)

The Ultimate Challenge Sailing Solo Round The World

Saturday 9 November 2019, 10 a.m.–4.30 p.m., The Royal Naval Club 
& Royal Albert Yacht Club in Old Portsmouth

The aim of the event is to create a greater awareness of the personal and 
technical demands of long distance ocean sailing. The speakers will tell 
how single-handed sailors, yacht designers and equipment manufacturers 
deal with those demands. The speakers will be:

Nic Compton Yachting Journalist, The Sailors - leading solo yachtsmen 
& yachtswomen, based on interviews carried out as a journalist.

Tom Cunliffe Sailor, Author & TV Presenter, The Boats past and present 
developments in ocean yacht design.

Mike Bender Yachtsman & Clinical Psychologist, The Mindset - the 
psychological aspects of solo long distance ocean sailing

Alan Priddy Round the World Sailor & Design Engineer, The Gear - 
the development of equipment and instruments for ocean yachts and 
highlight the latest products available.
Cost £50 (includes lunch & parking)
Bookings & Enquiries: 02392 831 461; email: snrsouth1@gmail.com 

2019 UK Maritime Heritage Forum
Wednesday 13 November 18:00 – Friday 15 November 17:00 
Riverside Museum and the Tall Ship Glenlee, 100 Pointhouse Road, 

Glasgow g3 8rs
Keynote speaker Mark O’Neill, former Head of Glasgow Museums
The two-day conference includes:

Plenary sessions 
• museums and well-being
• conservation management for buildings and vessels
• maritime museum and vessel projects

Break-out sessions
• ship models
• ‘connecting through stories’ 
• pathways to funding for historic vessels

Study visits to local points of maritime interest.

A conference dinner in the atmospheric surroundings of the Tall Ship 
Glenlee.

Delegates are also invited to the pre-conference book launch of ‘Glasgow 
Museums: The Ship Models – A History and Complete Illustrated 
Catalogue’ at Riverside Museum on Wednesday 13th November (18.00-
20.00). NB. This is a free event but advance booking is essential.
A detailed UKMHF 2019 programme is available from: 
Sally Archer: sarcher@rmg.co.uk 

mailto:snrsouth1@gmail.com
mailto:sarcher@rmg.co.uk


Topmasts no. 32

27

Nautical Archaeology Society with the Ordnance Society 
2019 Conference

Wooden Walls and Stone Bastions
Ship and ordnance remains on land and under the sea

16–17 November, Portland Building, University of Portsmouth
The Nautical Archaeology Society and the Ordnance Society are excited 
to be co-hosting a two-day conference examining how ship and ordnance 
remains found on land and under the sea help our understanding of our 
maritime past.

For further details in due course, contact the Nautical Archaeology 
Society: https://www.nauticalarchaeologysociety.org/annual-conference 

The Sea in the 20th–21st Centuries 
and the ‘Forbidden Migrations’

28–29 November Institute of Contemporary History, Lisbon 2
The Institute of Contemporary History is organizing the second edition 
of the conference The Sea in the 20th – 21st Centuries, having as topic the 
irregular human mobilities in the maritime space and areas surrounding 
ports.

The sea is an ambivalent space: of connections and circulation of peoples, 
objects and ideas and, at the same time, of control and frontier. Such 
complexity offers the possibility of transforming the sea into a reality to be 
studied from different perspectives, namely in what concerns migrations.

The crossing, when it is not disastrous, represents for the individual 
and its grouping a memorable and defining experience. The journey, 
usually turbulent, full of risks and uncertainties, produces physical and 
psychological wounds, shaping the migrants’ path and memories.

http://ihc.fcsh.unl.pt/en/events/sea-forbidden-migrations/ 

Beloved Enemy 
The United Kingdom and Spain in the eighteenth century

International Symposium

24–25 February 2020, Institute of Advanced Studies (IAS), South Wing, 
Wilkins Building, University College London, Gower Street,London 
wc1e 6bt

Throughout the eighteenth century, relations between Spain and the 
United Kingdom were both complex and tense. Its territorial losses in 
the Indies and on the Iberian Peninsula itself at the hands of the British 
Crown were a huge moral blow and further evidence of the new role that 
Spain had begun to play on the international stage, now subordinated to 
France. The country did not only have to keep a close eye on the actions 
of its ally, which were always in its own interests, but also on Great 
Britain’s expansionist policy whose waves were already being felt on its 

https://www.nauticalarchaeologysociety.org/annual-conference
http://ihc.fcsh.unl.pt/en/events/sea-forbidden-migrations/
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coasts. Eighteenth-century French Europe was incapable of concealing 
the intense but fickle relations between Spain and Great Britain, from the 
moment that the Bourbons ascended to the throne until the demise of 
the Ancien Régime, after which these two former enemies set aside their 
differences to become allies during the Peninsula War.
https://www.ucl.ac.uk/institute-of-advanced-studies/news/2019/sep/
call-papers-beloved-enemy-united-kingdom-and-spain-18th-century

Fourth Asia–Pacific Regional Conference 
on Underwater Cultural Heritage

The Maritime Cultural Landscape of the Austronesian 
Diaspora

23–27 March 2020
The Bureau of Cultural Heritage, National Taiwan Ocean University, 

and the National Museum of Marine Science & Technology
The Asia-Pacific Conference on Underwater Cultural Heritage (APConf) 
aims to address management and protection strategies of underwater 
cultural heritage in Asia and the countries of the Indian and Pacific Oceans 
in the twenty-first century, facilitate regional cooperation through the 
development of academic, non-governmental organizations (NGO) and 
governmental networks in the Asia-Pacific region, and provide a forum 
for discussion of technical and ethical issues related to underwater cultural 
heritage and underwater archaeology.

A wide range of people involved with underwater cultural heritage 
are encouraged to attend including those from universities, government 
agencies, museums, NGOs, IGOs, the private sector and the community.  
This conference follows the successes of the Inaugural Asian Academy for 
Heritage Management Asia-Pacific Regional Conference hosted by the 
National Museum of the Philippines in November of 2011, the 2nd Regional 
Conference hosted by the National Marine Sanctuary Foundation and 
the University of Hawaii Marine Option Program, and the 3rd Regional 
Conference hosted by the Hong Kong Maritime Museum. 
More background on the sub-themes and session proposals can be found 
here: https://www.apconf.org 

Exhibitions
Pioneers to Professionals

Fleet Air Arm Museum, Yeovilton, Somerset, ba22 8hw

Explore 250 years of women and the 
Royal Navy. Today women with the 
necessary skills can join any branch of 
the Royal Navy. A little over 100 years 
ago, the Women’s Royal Naval Service 
motto was ‘Never at Sea’ yet in fact 
women were actively working on board 
serving ships and supporting naval 
operations long before 1917.

https://www.ucl.ac.uk/institute-of-advanced-studies/news/2019/sep/call-papers-beloved-enemy-united-kingdom-and-spain-18th-century
https://www.ucl.ac.uk/institute-of-advanced-studies/news/2019/sep/call-papers-beloved-enemy-united-kingdom-and-spain-18th-century
https://www.apconf.org
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A new exhibition, at the Fleet Air Arm Museum, reveals the remarkable 
stories of naval women. ‘Pioneers to Professionals’ traces the role of 
women in the Royal Navy from the mid-17th century through to the 
present day, highlighting the dramatic changes that have taken place over 
more than 250 years.

Leading by example, these pioneering women comprehensively 
demonstrated their capabilities and so laid the foundations for the eventual 
integration of the WRNS into the Royal Navy in 1993. 

Today females in the Royal Navy and Royal Marines make up 9.3 
per cent of the force in the UK Regular Forces and Future Reserves. 
Furthermore, the percentage of officers who are female in the Royal Navy 
and Royal Marines, in the UK Regular Forces, stands at 10.6 per cent. In 
July 2016, the government announced the lifting of restrictions on women 
serving in ground close combat roles, removing the last remaining barriers 
to full integration.

This exhibition was previously located at Portsmouth Historic Dockyard
https://www.fleetairarm.com/pioneers-to-professionals.aspx 

Wood to Water
Until 1 September 2020, National Maritime Museum Cornwall, 

Falmouth
This exhibition of paintings of traditional boats of Falmouth showcases 
the work of artist James Dodds. It includes several new commissions 
including a Falmouth Pilot cutter which will be the largest painting James 
has ever undertaken.

Boats have evolved over centuries to suit the sea conditions and 
materials available to build them. Boats are shaped by the sea. ‘Wood 
to Water’ is a travelling exhibition inspired by the vernacular boats 
of the British Isles. This show focuses on Cornwall and the working 
boats of Falmouth. It gives me great pleasure to be showing my 
linocuts and paintings in this wonderful building again, in a museum 
that celebrates and is dedicated to small boats, vessels that float, fly 
and fire the imagination. As an artist and former shipwright it has 
been invigorating to draw on the museum’s collections and the very 
rich maritime heritage of Cornwall. I would like to dedicate this 
exhibition to all who keep the boatbuilding and seamanship skills 
and traditions alive.  james dodds

https://nmmc.co.uk/2018/12/traditional-boats-of-falmouth-james-dodds/ 

For Those in Peril on the Sea: Caring for Hull’s Seafarers
Until 30 November, Hull History Centre, Worship Street,  

Hull, hu2 8bg
Life at sea was perilous in the eighteenth century. Sailors faced the prospect 
of being shipwrecked, lost overboard, and seriously injured.

For the families they had to support, destitution was a very real prospect. 
Wives could so easily be left as the only breadwinner in a household. And 
should both parents in a family die, children would be left as orphans, 
unable to support themselves in a harsh world. The eighteenth century 
saw the beginnings of large-scale organised approaches to improving the 
physical and moral welfare of seafarers, and the provisions available to 
support their families.

https://www.fleetairarm.com/pioneers-to-professionals.aspx
https://nmmc.co.uk/2018/12/traditional-boats-of-falmouth-james-dodds/
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Drawing upon the city’s archival collections, our latest exhibition 
explores how the people of Hull have helped the seafaring community 
since the eighteenth century. It features an image gallery of digitized 
material to help tell the story.

Throughout October and November, we will be tweeting images from 
the exhibition, so if you can’t come in person you can still take part on 
Twitter(#FTIPOTS).

Entrance is free and the exhibition can be viewed during normal History 
Centre opening hours: Tuesday-Friday 9.30 a.m.–5.30 p.m., and every first 
and third Saturday of the month 9.00 a.m.–4.30 p.m. 
http://www.hullhistorycentre.org.uk/whats-on/exhibitions/peril-on-the-
sea.aspx 

Mystic Seaport Museum to Host Major Exhibition of 
J. M. W. Turner Watercolors

Mystic Seaport Museum, in partnership with Tate, London, will host a 
major monographic exhibition devoted to the watercolors of one Britain’s 
greatest painters, J. M. W. Turner (1775–1851). Mystic Seaport Museum 
will be the only North American venue for the exhibition, which will be 
on display from October 2019 to February 2020.

The exhibition, curated by David Blayney Brown, Tate’s Manton Senior 
Curator of British Art 1790–1850, will provide an exceptional opportunity 
to see key works spanning the entire career of the famous artist. A unique 
collection of about 90 works, the selection will provide a view into the 
evolution of the artist’s vision and creative process.

Few artists have captured the beauty and majesty of the sea as J.M.W. 
Turner. Anyone who has sought art that accurately represents their 
personal experience of the sea has had to contend with the sheer 
genius of his lifelong look at that subject. This is not an exhibition 
of the sea, but Turner represents for so many the most sublime 
representation of that feeling in art, and this remarkable exhibition is 
a unique opportunity to step into his world and view in this country 
some of the riches he left his nation upon his death.
 steve white, president of mystic seaport museum

https://www.mysticseaport.org/news/2018/mystic-seaport-museum-to-
host-major-exhibition-of-j-m-w-turner-watercolors-2/

Events
The craft of writing maritime history

30 November 2019 09:00–16:30, Lecture Theatre, National Maritime 
Museum, Greenwich

A writing workshop aimed at postgraduate students, early career 
researchers, independent scholars and other interested folk to introduce 
them to various forms of writing and to connect with maritime historians 
who have been successful at their craft.
Cost: £30/Concessions £25
https://www.rmg.co.uk/see-do/exhibitions-events/craft-writing-mari-
time-history

https://twitter.com/Hullhistorynews?ref_src=twsrc%5Egoogle%7Ctwcamp%5Eserp%7Ctwgr%5Eauthor
http://www.hullhistorycentre.org.uk/whats-on/exhibitions/peril-on-the-sea.aspx
http://www.hullhistorycentre.org.uk/whats-on/exhibitions/peril-on-the-sea.aspx
https://www.mysticseaport.org/news/2018/mystic-seaport-museum-to-host-major-exhibition-of-j-m-w-turner-watercolors-2/
https://www.mysticseaport.org/news/2018/mystic-seaport-museum-to-host-major-exhibition-of-j-m-w-turner-watercolors-2/
https://www.rmg.co.uk/see-do/exhibitions-events/craft-writing-maritime-history
https://www.rmg.co.uk/see-do/exhibitions-events/craft-writing-maritime-history
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Lectures
National Maritime Museum, Greenwich

Caird Library Research Seminars

Seminars are on Mondays. There will be no seminars in January, February 
and August. All seminars will be held between 15.30 and 16.30, and will 
take place in The Caird Library, Sammy Ofer Wing, National Maritime 
Museum, Greenwich, London SE10 9NF 

Members of the Museum, adult learners, independent researchers, 
academic and university students and members of the public are welcome 
to attend the seminars. No booking is necessary! 

For further information please contact the Research Administrator on 
020 8312 6716 or email: research@rmg.co.uk 

Convenor: Martin Salmon 

4 November Queen Maria Carolina of Naples: adventures in 
portraiture Dr Allison Goudie, Curator of Art
Queen Maria Carolina of Naples, while not a household name in 
Britain like her friends and allies Lady Emma Hamilton and Admiral 
Lord Nelson, was a key player in the Napoleonic period, and in the 
Nelsonian story. Her iconography has only recently become the 
subject of art historical attention. How might studying her portraits, 
and her relationship with portraiture of diverse kinds, cast light on 
the collections at Royal Museums Greenwich and its more familiar 
protagonists?

2 December Sailor Craft: Maritime making in the long nineteenth 
century Maya Wassell-Smith, Collaborative Doctoral Partnership 
PhD student
Nineteenth-century sailors were proficient and prolific makers, who 
could carve, knot, sew and tattoo. These men worked with what they 
could find; they shopped or traded for materials and scavenged for 
shipboard scraps. Sailors used their craft skill for utility, for their 
personal enjoyment and for the benefit of others. This talk will focus 
on objects and accounts which give us a sense of how, why and for 
whom sailors crafted.

RMG Members Lecture
20 November The Scott Polar Research Institute Professor Julian 

Dowedswell, Director, Scott Polar Research Institute at the Lecture 
Theatre, National Maritime Museum, Greenwich 1830 - 2000

Join Professor Julian Dowdeswell as he explains his work with the 
Scott Polar Research Institute and the search for Sir Ernest Shackleton’s 
Endurance.

Please note that this is a Members Only event
For more details, and details of Royal Museums Greenwich membership 
go to: https://www.rmg.co.uk/see-do/exhibitions-events/professor-ju-
lian-dowdeswell 

https://www.rmg.co.uk/see-do/exhibitions-events/professor-julian-dowdeswell
https://www.rmg.co.uk/see-do/exhibitions-events/professor-julian-dowdeswell
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British Commission for Maritime History
King’s Maritime History Seminars, 2019–20

7 November 2019, Antoine Larcher’s ‘Project of Expedition to Salvador 
(Brazil) 1797’ and the Global Competition for the South Atlantic 
during the Revolutionary Wars, 1792-1802 
Marília Arantes, Institute of Latin American Studies, School of 
Advanced Studies

21 November, Treason and Collaboration: British Prisoners of War in 
France, 1803–15 
Kelsey Power, King’s College London

Proctor Memorial Lecture*
12 December, The Spritsail Revolution. Government Interference and 

the Introduction of New Technology at Sea in the Sixteenth Century  
Louis Sicking, University of Leiden

*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 link that will be provided 
separately where you will also find more specific information. 
https://www.eventbrite.co.uk/e/proctor-memorial-lecture-the-spritsail-
revolution-tickets-76789674985

9 January 2020, A Forgotten Navy: The Scope and Nature of Fishermen’s 
Involvement in the Great War Robb Robinson, University of Hull 

23 January, Vertical Integration or Opportunism: The shipbuilding 
Enterprises of William Burrell & Son Martin Bellamy, Glasgow 
Museums

6 February, Rebuilding the Restoration Warship, The Lenox, of 1678: A 
Unique Legacy for London’s Maritime Heritage Julian Kingston, The 
Lenox Project

20 February, The life expectancy of Zheng He’s Treasure Ships in the 
Fifteenth Century Mark Hoskin, SOAS

*Seminars take place on Thursdays from 17:15-18:30, in room K6.07, 
Dep’t 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/
warstudies/about/events (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, War Studies, KCL, wc2r 2ls (alan.2.james@kcl.
ac.uk).

https://www.eventbrite.co.uk/e/proctor-memorial-lecture-the-spritsail-revolution-tickets-76789674985
https://www.eventbrite.co.uk/e/proctor-memorial-lecture-the-spritsail-revolution-tickets-76789674985
https://www.kcl.ac.uk/warstudies/about/events
https://www.kcl.ac.uk/warstudies/about/events
http://www.maritimehistory.org.uk
https://snr.org.uk/
mailto:alan.2.james@kcl.ac.uk
mailto:alan.2.james@kcl.ac.uk
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Maritime History & Culture Seminar Series at the IHR
5 November 2019, Othering the English: Dutch National Identity and the 
Sea, 1600–1815 Dr Gijs Rommelse (University of Leicester).
Early modern navies were not just a sum of their ships, dockyards and 
sailors – they were also cultural constructs. Successive Dutch regimes 
used various media to associate themselves with sea power, emphasizing 
how a strong fleet served the nation’s interests. Individual politicians and 
officers also used propagandistic tools to underline their own personal 
relevance. Artists and authors, such as the van de Veldes and Cornelis van 
Wieringen, eagerly catered for these agendas and fed a public appetite for 
naval subjects.

Dr Gijs Rommelse will show how sea power was vital to the shaping 
of Dutch national identity. Ideologies centred around the sea created a 
shared sense of purpose, helping to explain why the Dutch nation was 
prepared to sacrifice so much to sustain its navy. Dutch portrayals 
of their English, and later British, maritime rivals were crucial to this 
enterprise. Dr Rommelse will draw on songs, poems, paintings and other 
cultural sources to show how the Dutch constructed their self-image. 
This seminar will take place in Room G21A (South Block), Senate 
House, London, WC1 7HU.

10 December Facing the Sea: Joshua Reynolds, Artistic Enterprise and 
Eighteenth-Century Port Cities Dr Katherine Gazzard.
After two years training as a portrait painter in London, Joshua Reynolds 
returned to his hometown of Plymouth in 1743. Still in his early 20s, he 
would paint dozens of portraits over the next five years before leaving for 
the Mediterranean. The busy naval port provided a springboard for this 
young and then little-known artist, who would later achieve lasting fame 
and become the first President of the Royal Academy.

In an era of expanding global trade and colonial empires, the ports and 
dockyards of eighteenth-century Britain were not only bustling sites of 
industry and commerce but also of culture and art. Dr Katherine Gazzard 
will examine the small but important group artists and craftsmen who 
worked in ports and specialised in producing portraits. Ranging from 
large-scale paintings to delicate miniatures and cut-paper silhouettes, their 
artworks depicted naval officers and other important members of the local 
community. Some of these pieces served as sentimental souvenirs for the 
families of seafarers, while others helped to cement the social status and 
political influence of those they depicted.

How did eighteenth-century ports influence the form and function of 
portraits? How did Reynolds’s time in Plymouth shape his future career? 
How did the seafaring experiences of his subjects inspire him to undertake 
his own creative adventures in paint?

Free Mince Pies!
This seminar will take place in Room IHR Wolfson Room NB01, 
Basement, IHR, Senate House, Malet Street, London wc1e 7hu

Seminars start at 5.15 p.m., all are welcome and there is no need to book. 
https://www.history.ac.uk/seminars/maritime-history-culture 

https://www.history.ac.uk/seminars/maritime-history-culture
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Blaydes House Maritime History Seminar Programme 2019–20
Blaydes Maritime Centre, Blaydes House, 6 High Street, Hull, hu1 1ha 

Telephone 01482 305110

11 November 2019 The East Coast War Channels in the First World War 
Anthony Firth, Independent Researcher

2 December A War Against Pirates? Suppressing Piracy in the British 
Atlantic, 1716–26 David Wilson, University of Strathclyde

6 January 2020 ‘My onley paine is being absent from thee’: Thinking 
about women and the navy in the 17th century Elaine Murphy, 
University of Plymouth

3 February Captain Bligh’s Baggage Pieter van der Merwe, Royal 
Museums Greenwich

2 March Convict Workers on British Imperial Dockyards: Australia, 
Bermuda and Gibraltar Katie Roscoe, University of Liverpool

6 April ‘The Toughest Street in the World’: Exploring Violence in 
London’d Sailortown: Ratcliffe Highway, c. 1850–80 Brad Beaven, 
University of Portsmouth

4 May The Reluctant Ally: The creation and failure of the Anglo-Spanish 
Court of Mixed Commission in Havana, 1815–62 Anna Brinkman, 
University of Warwick

The seminars are free of charge and are held at 6.00 p.m. at Blaydes House. 
Coffee and biscuits will be available from 5.30 p.m. All persons interested 
in any aspect of Maritime History are warmly invited to attend

If you have any questions regarding the seminars please contact the 
Seminar Convenor; Dr Martin Wilcox, M.Wilcox@hull.ac.uk

The Blaydes House Maritime History Seminar Series is sponsored by the 
Maritime History Trust

Exeter University Centre for Maritime Historical Studies
Seminar Programme, autumn term 2019

Amory Building, Room B106, 5 p.m.

27 November 2019 Public Fears and Print Media: escape and mutiny 
on board British prison hulks, 1776–1815 Anna McKay (Institute of 
Historical Research)

11 December Agency in Adversity: the early modern victims of Barbary
Piracy Jo Esra (University of Exeter) 

The CMHS is grateful to the Society for Nautical Research and the College 
of Humanities for sponsoring the seminar series.

For further information: J.Davey3@exeter.ac.uk : 01392 724580
For a campus map, go to: http://www.exeter.ac.uk/visit/directions/streat-
hammap/ 

mailto:M.Wilcox@hull.ac.uk
mailto:J.Davey3@exeter.ac.uk
http://www.exeter.ac.uk/visit/directions/streathammap/
http://www.exeter.ac.uk/visit/directions/streathammap/
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National Museum of the Royal Navy, Fleet air Arm Museum
Yeovilton, Somerset 

Friends of the Fleet Air Arm Museum

Talks are held in the FAAM auditorium on the last Thursday of each month 
(except August and December) at 19.30. The entry price is £7.00 (unless 
otherwise stated). Non-members are welcome. The price includes light 
refreshments, including a glass of wine. These are very popular events and 
numbers are limited. Tickets are available online and from the Museum 
Ticket Box during normal museum opening hours. Remaining tickets can 
be bought on the night as capacity allows. For any queries please contact 
the Museum Ticket Box on 01935 842617. 

28 November The Barracuda Restoration Project David Morris
Plus . . . Sale of Navy Wings Christmas cards, etc.
Please note that talks start promptly at 19.30. Entry is via the lower 

(wheelchair) access. Latecomers should ring the bell at the left of the gate 
to gain admission. Further lectures in this series will be announced at: 
http://www.fleetairarmfriends.org.uk/monthly-talks/ 

Friends of HMS ‘Trincomalee’
27 November ‘The Coronia’ - a talk about the Dunkirk little ship 

being restored at the marina in Hartlepool Pauline Field
All these events will take place at the Historic Quay. Refreshments are 
available from 19:00, and talks start at 19:30. These events are free for 
Friends; accompanying guests are charged £3 each.

RINA Branch Programme: North East Coast Joint Branch
Thursday 5 December 2019, The Development of Warship Design in 

England and France up to the Napoleonic Wars,David Byrne, Flag-C 
Limited, at Armstrong Building, Newcastle University

Thursday 23 January 2020, British Marine Engine Development 
Between the Wars, John Dobson, at Trinity House, Newcastle (Branch 
AGM at 1730)

Lectures Commence at 18:15. Refreshments from 17:30
For more information contact Marine2010@talktalk.net
https://www.rina.org.uk/north_east_coast_joint_branch.html 

The Society for Nautical Research (South)
14 December AGM The Pursuit of the Bismarck Richard Blake. 
All meetings will be held at 2pm in the Royal Naval Club & Royal Albert 
Yacht Club, 17 Pembroke Road, Old Portsmouth, PO1 2NT Bar Lunches 
are available in the Upper Bar from Noon

The Wellington Trust Heritage Evenings
HQS Wellington, Temple Stairs, Victoria Embankment,  

London wc2r 2pn
2019/2020 programme

11 November The German Commerce Raids of WW1 Mr Nick Hewitt
09 December Saving the Nation yet largely forgotten: the Mercantile 

Marine in WW1 Rear-Admiral John Lang

mailto:Marine2010@talktalk.net
https://www.rina.org.uk/north_east_coast_joint_branch.html
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13 January 2020 A History of Thames Rowing  Captains Guy 
Brocklebank & John Freestone

10 February The Life & Times of Sir Robert Burton-Chadwick  Mr Glyn 
Evans

9 March Recovery of Gold from HMS Edinburgh  Mr Graham Capel

The start time is 1830, with the Wardroom bar open from 1745.
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

Peter Marsden Who Sank the ‘Mary Rose’? Pen 
and Sword £24
The raising of the Mary Rose in 1982 was 
a remarkable feat of archaeology and her 
subsequent preservation and display at 
Portsmouth a triumph of technical skill and 
imagination. She is more than a relic, however. 
She has a story to tell, and her sinking in the 
Solent in 1545, when under attack by the French, 
and the reasons for it, have intrigued historians 
for generations. With the benefit of access to 
her remains, archaeologists have been able to 
slowly unravel the mystery of her foundering 
on a calm summer’s day in July 1545.

This new book by one of the country’s 
leading experts on the Mary Rose contains much that is published for the 
first time. It has the first full account of the battle in which Henry VIII’s 
warship was sunk, and tells the stories of the English and French admirals. 
It examines the design and construction of the ship and how she was used, 
and develops themes begun when he was earlier commissioned by the 
Mary Rose Trust to write the multi-volume history of the ship. He shows 
for the first time conclusively that the French fleet arrived unexpectedly to 
seize the Isle of Wight and Portsmouth a day later than was once believed, 
that the many bodies found in the wreck reflect her at action stations, and 
that the ship had had an extra deck added and was therefore more unstable 
than was previously thought. Finally, the author makes it clear who was 
responsible for the loss of the Mary Rose, after describing what happened 
on board, deck-by-deck, in her last moments afloat.

The fascinating revelation will intrigue the general reader as well as the 
historian and archaeologist and the book is set to become the last word on 
the career of this most famous of ships.

http://www.thewellingtontrust.com/events/category/heritage-evenings/
http://www.thewellingtontrust.com/events/category/heritage-evenings/
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Jaap R. Bruijn and L. Hacquebord Een Zee van Traan: 
Vier Eeuwen Nederlandse Walvisvaart 1612–1964, 
Walburg Pers, Zutphen, 368 pp, isbn 9789462493650, 
€29.95 

Since the publication of the three-part History of 
Old Dutch Whaling by the South African economic 
historian C. de Jong (1972, 1978 and 1979) much more 
research has been done into all kinds of facets of the 
Dutch whaling past. New data came to light in master’s 
theses, dissertations and in journal articles. The Dutch 
participation in modern whaling with the Willem 
Barendsz has also recently been published, covering 
aspects that until then had received little attention. 

This new research approach often had a multidisciplinary character. In 
addition to the usual work in archives and libraries, now for the first time 
ample attention was paid to the cultural heritage, material culture and the 
ecological aspects of whaling. When determining the ecological impact of 
whaling, estimates have been made based on catch numbers of the original 
whale populations in the catchment areas, making clear the influence of 
human intervention in the polar ecosystems. An influence that not only 
related to hunting prey, but also to other animals. Some animals benefited 
from whale hunting and have increased in number. This has given rise to 
a different, more holistic view of this past industry and its importance 
for the national economy in general and social life in specific regions 
of our country in particular. For economic reasons, whaling was ended 
in the Netherlands in 1964, well before environmental and protection 
considerations started to demand attention. The two authors record this 
new image in this overview work.

Captain Jack Isbester Hard Down! Hard Down! 
The Life and Times of Captain John Isbester 
from Shetland Whittles Publishing, 256 pp, isbn 
9781849954020, £18

Hard Down! Hard Down! describes the eventful life 
of a Shetland man in pursuit of his ambitions - to reach 
the top in his profession, to find a wife, to cherish 
a family, to do his job well and to be respected by 
his peers. The account is enlivened by extracts from 
numerous well-chosen family letters, diaries and 
postcards revealing the minutiae of shipboard and 
family life 120 years ago. These include a bachelor 
night out in ’Frisco, buying slippers in Danzig and a 

captain who changed his underclothes at midweek because he could not 
remember which weekend his wife had suggested! After four years as a 
fisherman in the stormy waters around Shetland, John Isbester chose to 
spend his next forty years in large square rigged sailing ships from Liverpool 
at a time when shipping casualties were all too common. Remarkable feats 
of survival and tragic deaths are described with clarity and detail. Happier 
times are also remembered with picnics in Sydney harbour with captain, 
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family and friends transported in the ship’s longboat, rowed by the eight 
apprentices. John Isbester’s wife, and sometimes their children, sailed with 
him on several year-long voyages accompanied by her upright piano. Her 
letters provide an extra dimension, describing conditions ashore in Sydney, 
’Frisco, Antwerp and La Rochelle. She also describes the birth aboard ship 
of her ninth child! Extracts from the diary of an observant young Scots 
solicitor on a voyage from Liverpool to Sydney provide many insights 
into the nature of life aboard a large square-rigged sailing ship on a long 
voyage. The author, also a professional mariner, has compiled a record of 
the life of his grandfather from diligent research of shipping records held 
in the many parts of the world to which John Isbester sailed. Technical 
issues are illustrated with numerous diagrams for the reader and there are 
new insights into the loss of the Dalgonar and the acclaimed saving of 26 
of the crew.

Steve R. Dunn Battle in the Baltic: The Royal Navy 
and the fight to save Estonia and Latvia
Seaforth, Pen and Sword, 320 pp, isbn 9781526742735, 
introductory offer £20, publication 30 January 2020

Though, for most participants, the First World War 
ended on 11 November 1918, the Royal Navy found 
itself, despite four years of slaughter and war weari-
ness, fighting a fierce and brutal battle in the Baltic 
Sea against Bolshevik Russia in an attempt to protect 
the fragile independence of the newly liberated states 
of Estonia and Latvia.

This new book by Steve R. Dunn describes the 
events of those two years when RN ships and men, 
under the command of Rear-Admiral Walter Cowan, 

found themselves in a maelstrom of chaos and conflicting loyalties, and 
facing multiple opponents – the communist forces of the Red Army and 
Navy, led by Leon Trotsky; the gangs of freebooting German soldiers, the 
Freikorps, intent on keeping the Baltic states under German domination; 
and the White Russian forces, bent on retaking Petrograd and rebuilding 
the Russian empire. During this hard-fought campaign there were successes 
on both sides. For example, the Royal Navy captured two destroyers that 
were given to the Estonians; but the submarine L-55 was sunk by Russian 
warships, lost with all hands. Seeking revenge in a daring sequence of 
attacks and using small coastal motor boats, the RN sank the cruiser Oleg 
and badly damaged two Russian battleships.

Today few people are aware of this exhausting campaign and the sacrifices 
made by Royal Navy sailors (three VCs were won), but the pages of this 
book retell their exciting but forgotten stories and, using much first-hand 
testimony, bring back to life the critical naval operations that prevented 
the retaking of the new Baltic countries that Churchill saw as an essential 
shield against the encroachment of the Bolsheviks into Europe. An uneasy 
peace prevailed until 1939.
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Society for Nautical Research 
Membership Report

1 July 2019 to 30 September 2019
New Members
Simon Mills  Old Windsor, Berkshire
Dominic Tweddle National Museum of the Royal Navy, Portsmouth
Isaac Land Indiana, USA
Oscar Uedeitx Sanjuan Barcelona, Spain
Ben Lombardi Ottawa, Ontario, Canada
Bob King Plymouth, Devon
Nigel Strafford Stanhope, Durham
Peter Hannah Victoria, Australia
Rashid Al-dhiyabi Masqat, Oman
Patricia Sullivan Annapolis, Maryland, USA
Douglas Jones New Orleans, Louisiana, USA
Anthony Scott Dudley, West Midlands
Frank Blair Bristol
David Kneale Kirk Michael, Isle of Man
Dominique Poulain Helsinki, Finland
Charles Steele Colorado Springs, Colorado, USA
Robert Bibbings Basingstoke, Hampshire
Jack Nelson Old Lyme, Connecticut, USA
Allan Collison New Milton, Hampshire
David Allen Verplanck, New York, USA
Alfred Van Daele Latinne, Belgium
Kinga Lis Lublin, Rubelskie, Poland
Geoffrey Ward Saint John, Barbados
Elizabeth Shotton Dublin 4, Ireland
Joe O’Farrell Enniskerry, Wicklow, Ireland
Ronald Gadd Usk, Wales
Paul Smith Burnham on Crouch, Essex

Students
Nathan Helfman HaZafon, Israel
Lewis Appleton-Jones Manchester
Philip Banks Colchester, Essex
Edward Cull Plymouth, Devon
Tzveta Manolova Quebec, Canada
Meaghan Walker New Brunswick, Canada
Benjamin Olex Blacksburg, Virginia, USA
Sverre Tidemand Oslo, Norway

Reported Deaths
L. Howland  Massachesetts, USA
C. Mallagh Leeds
Colin Jones Melbourne, Australia



Topmasts no. 32

40


	page1
	_GoBack
	Chairman’s Column
	Editor’s Notes
	The Battle of the Chesapeake Capes
	Tradition in Dutch Whaling
	James Anthony Gardner
	A Case to Improve the Authenticity
of the Replica Artefacts of HMS ‘Victory’
	The Fenland Lighter Project
	SNR News
	Subscriptions 2020
	Strandingsmuseum St. George Wins Major Museums Award
	The New Plymouth Merchant Navy Monument

	Anderson Fund
	Calls for Papers
	Conferences
	Exhibitions
	Events
	Lectures
	New Books by Members
	Society for Nautical Research
Membership Report

