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Chairman’s Column
Sitting here in lockdown, my mind turned to historical maritime
pandemics. I recalled from my early days in the Royal Navy the story of
the Spanish flu pandemic of 1918–20 when a destroyer was held at anchor
off Gibraltar with the crew confined to ship for a couple of months because
of the number of flu cases on board. Then during an email conversation, a
well-known member of the Samuel Pepys Club drew my attention to the
problems of the plague of 1665–6 and the effect it had on the population of
London as recorded in Pepys’ diary. I have always had an interest in Pepys
and recall that his portrait was displayed on an easel in the Old Admiralty
Board Room, Admiralty House, Whitehall, the room where, in my time,
the Admiralty and Navy Boards sat and where all officer promotions were
discussed and decided by Navy Board members.
The Great Plague was a massive outbreak of disease in England that
killed 75,000 to 100,000 people, up to a quarter of London’s population.
The disease was historically identified as bubonic plague transmitted
via rats. Not a cheerful story but many of the issues are mirrored in our
current predicament, and in the paths taken by our present leaders.
At the time of the Great Plague Pepys and Evelyn were recording
everyday life in the aftermath of the restoration. The year 1666 was
a watershed year for England. The outbreak of the Great Plague, the
eruption of the Second Dutch War and the Great Fire of London all struck
the country in rapid succession and with devastating repercussions. The
fire started small in the rabbit warren like streets of wooden buildings then
grew into a major conflagration, changing the face of London for ever. We
think that things are bad for us now, but how much worse things were for
the population then given the poverty, the lack of medical knowledge and
hospitals, and the lack of scientific understanding and research.
The effects of the plague traumatized the population. Very many essential
workers left the City in search of safety, which weakened the efforts of
keeping the country secure. The king was hands on and provided leadership;
he showed courage and strength, although eventually he moved his base to
Oxford. Unlike many of those who had the opportunity, Pepys remained
in London for much of the time, and even after his office was forced to
relocate to Greenwich in the late summer, he commuted by river from
there to his home in Seething Lane near the Tower of London, and visited
other parts of the capital. During this time Pepys’ diary and letters report a
rapidly worsening situation, a devastated population, and his own worries,
grief and fear. People became desensitized, including Pepys himself, to the
corpses of plague fatalities. ‘Stay at home’ was not the mantra as it is today
and Pepys remarks on the madness of the people of the town, who, ‘even
though they were forbidden, came in crowds along with the dead bodies
to see them buried’. Together with the Justices of the Peace, Pepys tried to
think of ways to stop people congregating but seemingly without success.
The plague was transmitted by fleas on rats, and people died in their homes
or in the street. Pepys records that in Drury Lane he saw two or three
houses marked with a red cross on the doors, and ‘Lord have mercy upon
us’ written on them. As with previous outbreaks, it was decreed that any
house where plague was identified should be shut up for 40 days with the
family inside, marked with a cross and be guarded by watchmen.
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As plague moved from parish to parish, Pepys described the changing
face of London life – ‘nobody but poor wretches in the streets’, ‘no boats
upon the River’, ‘fires burning in the street’ to cleanse the air and ‘little
noise heard day or night but tolling of bells’ that accompanied the burial of
plague victims. As the bodies piled up, Pepys wrote to a friend, ‘the nights
(though much lengthened) are grown too short to conceal the burials of
those that died the day before’. Infection control was almost non-existent.
It was believed that the wearing of the fashionable periwigs was harmful
because of the fear of infection as the hair in them might have been cut off
the heads of people dead of the plague.
Just as for us today there was discussion about the statistics concerning
the numbers of dead and apparently there were two peaks in the numbers.
Pepys in a number of places considered the recorded numbers of dead to be
under-reported. In another place Pepys faced fake news; when at his office
he was told that 3,000 had died in the week, but that evening at a dinner
party an alderman stated that this was not true, even though his wife was
dying. Note they were having a dinner party – so no social distancing then!
All depressing reading, but hopefully today, as a nation, we are in
much better shape and the epidemic faced by Pepys was undoubtedly
more serious than the present pandemic. However, given the present
circumstances, we have taken the decision to cancel the Anderson Medal
presentation and lecture on 23 April, the AGM at the NMRN and the
Victory Dinner on 15 June. It is hoped that we might be able to reschedule
the AGM and Anderson events at the NMM in September. There will be
updated news on the website in due course.
By the time you read this I will have stood down as Chairman and
David Davies will have taken over the reins in an acting capacity until
the AGM can take place. May I wish you all good health and a safe stay
at home. All being well, I hope to see many of you at the 2021 AGM and
Victory Dinner.
Admiral Sir Kenneth Eaton GBE KCB
Chairman, Society for Nautical Research

Editor’s Notes
Welcome to the May edition of Topmasts. We are all, wherever we live in the
world, getting used to dealing with the effects of our viral invader. Most of
us are facing restrictions or changes of one sort or another, and Topmasts is
no different. There are very few events, exhibitions and lectures to report
on, and most of the conferences are some time ahead, some in 2021.
In this edition you will find a few more articles – usually there are three
or at most four. This time there are five, and some rather longer that normal
and with more illustrations. You will find the second part of the story of
the RN Airship R1; the story of the Otago, Joseph Conrad’s only seagoing
command; a tale of two Archimedes, the 1838 propeller driven steamship
and the model replica; HMS Victory’s restoration, and reminiscences of
two West African navies. Thank you to all the authors for coming up
trumps with their articles.
Moving on there is the Fenland Lighter Project update, and a few
SNR news items, and as so many of us are spending much more time at
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home, instead of the news of lectures, I have listed a number of online
resources that will help to pass the time while also keeping in touch with
our common interest in nautical history. I am sure that this is a very small
insight into everything that is available online, so if you have a favourite
that is not listed, please do let me know, and a digital section may become
a regular part of Topmasts.
Thank you to all contributors to this edition, to Paula Turner, the
Administrative Editor, and Bob Smith, Assistant Editor, and if you have
not yet contributed to Topmasts and have time on your hands please get
writing.
I hope that you will find in these pages something that will carry you
away to a different, more normal time and place. Keep safe, keep healthy
and keep exercising.
Nigel Blanchford
Editor, Topmasts
Nigel.blanchford@snr.org.uk

His Majesty’s Rigid Airship ‘R1’
Part 2 The completed airship and its fate
HM Rigid Airship R1 was powered by two Wolseley 8-cylinder, watercooled engines with vertical piston movement, each designed to develop 180
hp. In the original design the forward engine drove two propellers through
bevel gearing at 500 rpm; both were a fraction under 12 feet in diameter
and expected to give 606 lb of thrust. The after engine was to drive a single
15-foot propeller at an engine speed to give 1,212 lb of thrust, but when
this was found to be impractical a number of modifications were made to
propeller size and gearbox arrangements. The propellers were all made of
laminated wood. R1 was the first aircraft to have a telephone exchange, a
lightweight facility that connected the forward gondola, cabin, observation
position on top of the rigid structure and the after gondola through a main
terminal box in the cabin. The wireless telegraphy installation was designed
specifically for R1 by HMS Vernon, the RN torpedo school, which was
responsible for all naval electrical matters at the time. It was powered by
an alternator driven by the after engine and was expected to have a range
of about 600 nautical miles. The transmitter used spark gap technology but
was ‘quenched’ to reduce the risk of igniting any trace of hydrogen that
might be present in the cabin, and it was surrounded by light metal screens
intended to eliminate the risk completely. The receiver used a five-strand
copper wire aerial 1,000 feet long which was to be lowered beneath R1 in
flight and there was a facility that allowed it to be jettisoned immediately
in the event of a sudden, nearby electrical disturbance in the atmosphere.
Two crews were selected for the airship’s trials and they underwent a
comprehensive training programme. They assembled on 25 January 1910
and in February they began their instruction at Short Brothers’ works at
Battersea, focusing on the techniques of working with rubberized fabrics.
In March they moved to Vickers’ yard at Barrow-in-Furness where they
were instructed on petrol engine technology using a 15 hp Wolseley motor
car engine. In April they were taught signals, aeronautics and meteorology
and in May they returned to work with fabric. When the support ship
4
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Hermione arrived at Barrow in late September 1910 they joined her and
carried out all the fabrication work on the gas bags and the outer cover,
fulfilling the Admiralty’s side of the construction agreement. In late 1910
when their training was deemed to be complete the Admiralty introduced
flying pay by Order-in-Council and the personnel appointed to fly R1 as
part of their naval duties were the first British service personnel to receive
it. It was approved on 28 November 1910 and was as follows:
Officers, each			
Chief Petty Officers, each
Petty Officers, each		
Leading Seamen, each		
Able Seamen, each			

6 shillings per day
2 shillings and sixpence per day
ditto
ditto
2 shillings per day

On 13 February 1911, R1 began shed trials during which the engines
were run and the control surfaces moved. Captain Sueter took charge but
considered the weather unsuitable for basin trials in Cavendish Dock,
so the gas bags were not inflated at this stage and defects found during
these trials were rectified. The 17 gas bags were eventually inflated in May
1911. Nothing on this scale had ever been attempted in the UK before
and 1,050 cylinders of hydrogen had to be imported from Dutch firms,
giving rise to questions in parliament about the advisability of relying on
foreign sources of supply. The remainder came from the Knowles Oxygen
Company in Wolverhampton, Castnor Kellner Company in Runcorn and
a few cylinders from the Royal Aircraft Factory at Farnborough. Special
goods trains had to be run to carry the cylinders to Barrow and R1 took
over 24 hours to fill with more than 700,000 cubic feet of hydrogen. Some
of the gas was unfortunately lost when Able Seaman Palmer slipped, fell
through number 6 bag and ripped it, so there was a slight delay while the
necessary repairs were carried out.
R1’s first inflation was completed on 22 May 1911, the wooden decking
in its shed was removed and the gondolas were lowered onto the water so
that she could begin basin trials. Boats were secured on either side of the
gondolas and padding was fitted to the shed doors which, surprisingly,
were only just big enough for R1 to pass through. An elaborate plan for
the extraction was prepared and the ship, which lay with its tail near the
door, was walked aft by 300 sailors and marines pulling on ropes until the
nose was clear of the door. Orders were passed by a Royal Marines bugler
who accompanied Captain Sueter wherever he moved, and a launch towed
R1 to the centre of Cavendish Dock where a special fitting in her nose
was attached to a mooring tower designed to withstand a pull-force of up
to 8,000 lb. The wind was measured at 17 knots when she was attached
and a pull-force of only 530lb was recorded. A crew of nine remained on
board R1 all the time she was moored to the mast, carrying out a number
of acceptance tests although engine runs were cut short by problems
with their radiators. On 23 May she successfully rode out a gale with
winds estimated at up to 45 knots with no apparent mooring problems.
Searchlights were played on the airship during the three nights she was out
of her shed to check that all was well and during this time she was found
to be buoyant but too heavy to begin the programme of flying trials. The
gas bags were found to leak at the rate of about 1 per cent per day and
cylinders of replacement hydrogen had to be brought out the airship in
5
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Figure 1 Photograph of ‘R1’ used to analyse initial damage on 22 December 1911
(Author’s collection)

one of Hermione’s cutters. Getting R1 back into her shed on 25 May
proved to be more difficult than her extraction because of a slight wind
across the door. The evolution took over an hour, one side of the ship
rubbed against the shed door and two sailors holding guide ropes were
pulled into the dock, fortunately without being harmed. R1 was widely
described as looking beautiful with her silver grey and yellow hull, but she
was already over-budget at £41,000.
Back in its shed R1 floated 3 feet above the water without her crew, fuel
or equipment and Sueter refused to accept her. He insisted on the airship
being lightened to allow it undertake the planned flying trials and so she
was hoisted back to her suspension points in the shed roof, the outer skin
was peeled off and the gas bags deflated and removed. The keel, cabin
and any equipment not needed in flight including an anchor, cable and a
collapsible sea-boat, were removed and the heavier gondola moved from
aft to forward. The control car was lightened and moved aft to replace
it. By July R1 still lacked sufficient lift and advice was sought from the
Advisory Committee on Aeronautics which recommended the insertion
of an extra bay amidships containing a further 40,000 cubic feet of gas.
However, the Admiralty decided not to adopt this measure because it
would have meant waiting for the shed to be enlarged and it hoped that
the weight reduction programme already in hand would allow a limited
trials programme to start before the end of 1911, but a further inflation
in August revealed that R1 was still too heavy and a further 1,195 lb of
equipment was removed after a further deflation.
On 22 September 1911 R1 was inflated for what proved to be the last time
using 1,762 cylinders of hydrogen in just over ten hours, demonstrating
that many of the earlier problems had been overcome, altrhough by then
the gas bags were over a year old and the rate of leakage had increased.
Under pressure from the Admiralty solicitor, Sueter accepted R1 for the
navy pending the completion of satisfactory air trials. Her crew manned
her on 24 September for the second extraction from her shed, with Sueter
6
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in command. With him was Lieutenant Unsworth, the commanding
officer designate and on this occasion R1 was pulled backwards out of
the shed by electric winches. However, things went wrong as her nose
was pivoted towards the centre of the dock and witnesses heard cracking
sounds amidships. She broke in two at frame 24 with only the outer fabric
holding the two sections together. Some witnesses thought she had rolled
on to the side when caught by a cross wind and it is possible that steadying
ropes put an uneven strain on the hull which caused it to fail. Whatever the
initial cause, considerably more damage was done cramming the damaged
airship back into its shed. Sueter recommended that it should be repaired,
at the very least for use as a training ship. Her crew clearly did not regard
her as a write-off and the damage may have looked much worse than it
really was. The estimated construction cost now exceeded £70,000 and
there was a good argument for getting the most out of the investment, but
her fate was to be decided by a board of enquiry. Much had changed at the
Admiralty while R1 was under construction. The radical Admiral Fisher
had retired in 1910, replaced by the conservative Admiral Wilson and in
1911 Winston Churchill became First Lord. He was known to favour the
development of heavier-than-air aircraft over airships leaving Sueter as the
airship’s only advocate.
The Board of Enquiry was convened at Barrow in Hermione on 18 October
1911 under Rear-Admiral Sturdee, a supporter of Admiral Beresford who
had opposed the Fisher reforms. Its importance can be deduced from the fact
that both the First Lord and the Secretary for War attended on the first day.
The Board decided that the project should be terminated and the remains
of R1 scrapped but Churchill refused to allow its full findings to be made
public. It is known, however, that the Board stated unequivocally that the
damage was caused by the breaking of a longeron under less pressure than the
designers thought it would stand and the Admiralty instructed Commander
Schwann RN, Sueter’s deputy, to inform the airship’s crew that no blame
was attachable to their actions. The Board minutes have, unfortunately,
been lost and so we will probably never know for certain why R1 broke as
it did but it is interesting to reflect that in 1911 the Admiralty had refused
to endorse the exclusive airship construction agreement with Vickers and
was also trying to extract itself from the exclusive submarine construction
agreement. Relations between the Admiralty and the firm were, therefore,
somewhat strained and the alleged failure of an element of R1’s design for
which Vickers had been entirely responsible was an eminently convenient
reason to give for her loss.
Had she flown successfully R1’s projected trials programme would have
included tests to determine the flight envelope, after which she was to be
used in experiments to see how accurately airships could navigate over the
featureless sea and how sighting reports could have been linked to the plot
in fleet flagships. We now know that such experiments would have been
of vital importance in developing Grand Fleet tactics after 1914. In due
course she was to be used to determine how best to watch ports and spot
ships entering and leaving them, and to run along potentially hostile coasts
taking photographs. Further trials were to evaluate the defence of airships
against hostile aircraft armed with guns; what amount of petrol could be
sacrificed for a gun armament, and whether guns and/or bombs could be
carried to attack ships or targets on the ground such as lock gates and docks.
7
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Not least, she was to have evaluated the logistic support requirements for
deployed airships and Hermione’s worth as a support ship. After R1’s loss
the Admiralty Airship department was disbanded in 1912 but it was reformed a year later when Zeppelins began to demonstrate their value and
the need for airships in operational service was accepted as being urgent.
R1 was the largest and most technically complex aircraft of its day and the
project was certainly not the ill-considered and poorly executed failure
that some critics have labelled it. Much was learned from it and in this
context it is unfortunate that it was known, unofficially, by the press as
the ‘Mayfly’.
David Hobbs
Member, SNR

The Fate of Joseph Conrad’s First Command:
The barque ‘Otago’
Joseph Conrad, arguably one of the greatest
authors of English language sea stories, gained
inspiration for his writings from his 20-odd
years of sea experience which preceded a full
time writing career. Born Jozef Teodor Konrad
Nalecz Korzeniowski in December 1857 at
Berdichev in the dismembered state of what had
been Poland, at that time under Russian Tsarist
rule, Korzeniowski initially went to sea at the
age of 16 on French-flag ships based out of
Marseille. He did not change his name to Joseph
Conrad until he left the sea and began writing
professionally. For the duration of his sea-going
life he retained his Polish name of Korzeniowski,
albeit under various corrupted spellings. Three
years later, in July 1878, Korzeniowski moved
to British flag ships, became a naturalized
British citizen in 1886 and passed his British
Figure 1 Joseph Conrad
Master Mariner’s Certificate of Competency
(Wickimedia Commons)
in 1887. Over a sea-going career spanning 19
years, he followed something of a nomadic existence at sea, moving from
ship to ship, rank to rank as a ship of his interest offered. As Alan Villers
summarized him,
Conrad very often gives one the impression of being a gifted and
most unusual young man following the sailing ship for his own very
personal reasons, not as a maritime career at all. He seemed to pause
after each ship, absorbing the experience for its own worth, not at all
to do with his own advancement as a world-wide wandering seafarer.
In 1887, while serving as mate of the barque Highland Forest,
Korzeniowski was seriously injured by a piece of falling spar and had
to be hospitalized at Samarang in Java, thereafter moving to Singapore.
After a brief convalescence at Singapore, he shipped out as mate of a small
8
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Figure 2 ‘Otago’ as depicted upon the front cover of the first edition
of Conrad’s novel, ‘The Mirror of the Seas’

Chinese-owned coastal steamer, Vidar (315 grt, built 1871). The fivemonth sojourn in Vidar was to change his life. The master, Captain David
Craig (later to become part-owner of the vessel) observed that off-duty
Korzeniowski occupied his time ‘writing, writing, writing’. One of the
passengers carried on the little vessel was a Dutch Eurasian trader William
Olmeijer [Almayer], who became the subject of Conrad’s first book,
Almayer’s Folly. Conrad later wrote of him,
If I had not got to know Almayer pretty well, it is almost certain that
there would never have been a line of mine in print.
After five months on what must have been an interesting, comfortable
ship under a first-class master, Korzeniowski’s restless spirit again got the
better of him, and he left the ship at short notice in Singapore, which,
then as now, was the hub of regional shipping, and it was not long
before Korzeniowski was called to the master attendant’s office to be
offered command of the barque Otago, then lying at Bangkok masterless
following the death at sea of her former master and part owner, Captain
Snadden. Korzeniowski made his way by local steamer to Bangkok and
took command of Otago, his first and only command. The understandable
pride and emotion of a first-trip commander upon viewing his command
for the first time inevitably spills over, turning a very ordinary freighter
into something akin to an ocean greyhound.
At first glance I saw that she was a high-class vessel, a harmonious
creature in the lines of her fine body, in the proportioned tallness of
her spars. Whatever her age and her history, she had preserved the
stamp of her origin – Among her companions moored to the bank,
and all bigger than herself, she looked like a creature of high breed –
an Arab steed in a string of cart-horses.
The Shadow-Line
Otago, an iron barque of 367 register tons, 147 feet x 26 feet x 14 feet, had
been built by Alexander Stephens on the Clyde, in 1869. (It should not
be confused with the composite-built ship Otago, 993 tons, built on the
9
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Figure 3 ‘Otago’ lying alongside in Melbourne (Courtesy State
Library of South Australia PRG-1642-1-14)

Clyde in the same year for Paddy Henderson’s New Zealand emigrant
trade.) In 1872 this Otago was purchased and re-registered in Adelaide,
in the colony of South Australia by Thomas Grierson, J. L. Simpson &
William Taylor, who employed the vessel in southern hemisphere tramping
voyages based on Adelaide. James Simpson was the subscribing owner at
the time Korzeniowski took command of the vessel.
Korzeniowski found a cargo of teak logs for discharge in Sydney and
Melbourne, arriving in Sydney in May 1888; then after a coastal voyage
from Melbourne to Sydney laden with grain, the ship was chartered for
a round-trip to Mauritius to pick up sugar. In Mauritius, the debonair
Korzeniowski became besotted with a local society beauty, only to find
she was engaged to be married to a local man. The humiliation created
by this discovery prompted the emotional Korzeniowski not to return to
Mauritius when the ship was again chartered for Mauritius; he left Otago
in March 1889 and returned to London. His time in command of Otago
was reflected in his semi-autobiographical book, The Shadow Line.
After a short, disastrous employment in the Congo in command of a
river steamer, Korzeniowski returned to London a sick man, having fallen
to the double curse of malaria and dysentery. In London he convalesced
and began his first book Almayer’s Folly, based upon his experiences in
the East. After eight months’ recuperation, he was offered the post of
chief mate in Elder Smith’s crack passenger clipper, Torrens, on the South
Australia run, a post he carried from November 1891 to July 1893. His
time in this fine ship was notable for a lifetime friendship which he struck
up with a passenger, the future Nobel literary laureate, John Galsworthy,
who did much to encourage Korzeniowski’s literary talent. He also showed
Almayer’s Folly, now almost finished, to another passenger, W. H. Jacques.
After he had read the work and returned it, Korzeniowski asked, ‘Is it
worth completing?’ Jacques response was the single word, ‘Distinctly!’
In Korzeniowski’s words, ‘The purpose instilled in me by his simple and
final ‘distinctly’ remained dormant, yet alive to await its opportunity.’
10
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Figure 4 ‘Otago’ cut down to a coaling hulk, Hobart (Courtesy
State Library of South Australia NS1013-1-1739)

Although Korzeniowski looked for other commands in the merchant
service, his mind seemed set on a carer as an author. With the publication
of Almayer’s Folly in 1895, he changed his name to Joseph Conrad. The
following year he married Jessie George and they eventually settled down
near Canterbury. The stabilizing influence of the calm and unflappable
Jessie gave the self-doubting, highly strung Conrad the support he needed
to progress his career as a writer.
Otago post-Conrad
The barque continued trading out of Adelaide, primarily on the Mauritian
trade, but in 1889 she undertook a voyage to London. On this voyage, the
vessel was crippled in severe gales off the Chatham Islands to the south
of New Zealand, losing two seamen overboard The ship was dismasted,
the rudder lost and virtually everything on deck lost overboard. The crew
managed to rig a jury rudder and the ship was sailed into Lyttleton as a
port of refuge for repairs. A subsequent Board of Inquiry convened in
New Zealand heard evidence that the master was drunk at the time, and
possibly also the carpenter, who was one of those lost overboard.
In October 1895 on passage from Mauritius sugar-laden, she encountered
severe gales and two of her bow plates were stoven in. Eight feet of water
was found in the forward hold, and the pumps could not contain the
flow. With great difficulty, a fothering mat was arranged under her bows
which restricted the inflow sufficiently, with constant pumping, to enable
the vessel to make Gage Roads, Fremantle on 10 October, 1895, where
emergency repairs were carried out.
In February 1903 she was towed by the steamer Corio from Sydney
to Melbourne following purchase by Huddard Parker, an established
Australian coastal and trans-Tasman liner company and coal trader, for
use as a coal hulk. Here her topmasts were struck and high-level derricks
were rigged to effect coal transfers. In July 1905 she was towed to Hobart
for ongoing use as a coal hulk to replace the condemned hulk Fredericia.
Otago continued in this humble role until January 1931, when she was
sold at auction for £1 to ‘Captain’ Henry Dodge with the eventual aim
of scrapping her. Dodge had the hulk towed across the Derwent River to
11
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above Risdon, where she was beached with her bows almost in an orchard,
alongside the hulk of the Derwent River excursion steamer Westralia. The
site of her beaching is now known as Otago Bay.
Otago was partially dismantled for scrap in 1937, and more completely
dismantled in 1957. In 1960, a fire onboard set by vandals further devoured
her woodwork, following which she was cut to the waterline in mid-1961.
Various items were taken as souvenirs from the vessel over the course
of time.
• Her steering wheel was acquired by American collector Christopher
Morley in 1949 and shipped to the USA. Morley felt that the wheel
would better be housed in the United Kingdom; he consulted with
the then poet laureate, John Masefield, who in a letter recommended
that the Honourable Company of Master Mariners would be an
appropriate custodian. (There was some confusion in the Australian
press that in fact the wheel had been destined to Trinity House via
Winston Churchill, but this proved to be false.) The wheel was
committed to the care of Captain Sir David Bone, commodore of
the Anchor Line for carriage to the UK and was presented to the
Honourable Company at a ceremony on board their floating livery
hall, HQS Wellington at her berth alongside Temple Stairs on the
Thames, incrementally outside the City of London, on 19 August
1949. The ceremony was presided over by the Honourable Company’s
master, Air Chief Marshall Sir Frederick Bowhill, in the presence of
the Lord Mayor of London and the Mayor of Westminster. To this
day, the wheel remains on display in Wellington; rather curiously,
for no apparent reason, each projecting spoke of the wheel has been
truncated by about one third of its outboard length.
• On 28 September 1949 Morley also recovered a section of Otago’s teak
taffrail, destined for the maritime museum in Boston, Massachusetts.
• Otago’s teak companionway was restored and installed in the Maritime
Museum of Tasmania, Hobart.
• Her engraved bell was secured at auction by Geelong Grammar School,
where it is displayed to this day.

Figure 6 Companionway recovered from
barque ‘Otago’ (Courtesy of the Maritime
Museum of Tasmania)

Figure 7 ‘Otago’s bell recovered
to Geelong College (Courtesy of
Geelong College)
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Figures 8 and 9 The remains of the barque ‘Otago’, lying in Otago Bay, Derwent River (Author’s
photographs, September 1961)

Requiem
In September 1961, as the newly
certificated Fourth Officer of the
New Zealand Shipping Company’s
cargo liner Cornwall, the author
visited Risdon, upstream from
Hobart, where the ship loaded
stillages of zinc. On the short
voyage back downstream to
Hobart, I questioned the pilot on
where the hulk of Otago might
be found, knowing that it lay
Figure 10 Stern section of ‘Otago’ recovered to the
San Francisco Maritime Museum US Parks Service,
somewhere in the River Derwent.
1987 (Author’s photograph)
It turned out that it lay on the north
bank of the river, immediately
opposite the Risdon Electrolytic Zinc works where we had just loaded.
(This is immediately upstream of the ill-fated high-level Tasman Bridge, a

Figure 11 Remains of ‘Otago’, bow and stern removed, after 1964 (Author’s
photograph)
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span of which was knocked down following an allision with the loaded
bulk carrier Lake Illawarra on 5 January 1975. The falling span hit and
sank the bulk carrier with an overall loss of life of 12 people, 5 bridge users
and 7 crew members.) After a country bus trip, I found the remains of the
Otago, which had been cut down to the waterline in the preceding month,
with only the ends of frames and her bow and stern sections remaining
above water. The photographs in figures 8 and 9 were taken at the time of
my visit.
In November 1964 Otago’s hulk was further depleted when her stern
section was cut off and shipped by way of Matson Line’s SS Ventura to
San Francisco Maritime Museum. Her bow section was also cut off and
shipped, variously reported, to Milan’s Museum of Science and Technology;
a museum in Turin; and the Polish National Maritime Museum, Gdynia.
It would seem unlikely that any further salvage operations will be carried
out, and that her remains will be left to slowly rust away.
Captain Peter H. King
SNR Member

SS ‘Archimedes’ 1838
The first successful propeller ship
The problem
By 1838 reliable steam engines were being developed to power ships, but
they relied on slow acting steam engines suited to paddles not propellers,
basically miniature beam engines
Samuel Hall invented the first reliable ‘surface condenser’ in 1834 to
obviate the necessity of using salt water in boilers. The PS Sirius 1838 was
fitted with one of these, and crossed the Atlantic under continuous steam
power in April 1838, proving it was possible. Brunel’s PS Great Western
1838 was in hot pursuit, a 212-foot paddle ship with sails, specifically built
for passengers and freight, and forming the first reliable transport across
the Atlantic, London to New York, in a guaranteed time using the Great
Western Railway, so no longer dependent on the vagaries of the weather. It
is important to understand that paddle ships are not well suited to anything
other than lakes and rivers, for two reasons: they carry too much ‘topweight’ with their high paddle boxes, giving a ship’s hull a very sickly
motion, and equally important, in stormy weather, one paddle comes out
of the water, while its opposite number digs in, and puts an enormous strain
on the crankshaft. Added to this, when under sail alone, the paddles act as
brakes on the natural motion of the hull. It is a very bad compromise.
Questions regarding the solution
By the end of the 1830s both the Admiralty and those involved in
commercial shipping knew about the possibility of using a propeller
rather than paddles, but there were several uncertainties regarding the
practicalities of this development.
Should a propeller be fully submerged, or semi-submerged like paddles?
Should the rudder be forward or aft of the propeller for better steering?
Where exactly should the propeller be placed in the keel or the deadrise?
14
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Figure 1

SS ‘Archimedes 1838’ by William John Huggins (Wikimedia Commons)

How could an engine be made to run with much higher revolutions using
a gearbox, without insufferable noise and vibration over and above the
engine itself? What extra provision would be required with regard to
bunkering sufficient coal and carrying all the extra weight. In commercial
terms, any space taken in the best quarters of a ship represent lost earnings.
Would speed and reliability overtake capacity?
Francis Pettit Smith (FPS) was a farmer (Romney Marsh and then Hendon).
He never claimed to have invented the propeller, confining his patent of
31May 1836 to the ‘placing of the Archimedean screw between the sternpost
and the rudder.’ Lord Sligo, who had been a tutor to FPS’s father, helped
to finance the building of this sizeable ship. Another chief promoter was
a Mr Wright a banker, and George Rennie, the engine builder. Sir George
Cockburn is quoted also as saying, ‘He strongly recommended that the
screw propeller should be introduced into the navy.’ The vessel needed
to be large enough to demonstrate a capability of towing large Admiralty
ships, particularly those in harbour. The Admiralty remained unmoved
by his efforts, but it is a myth that Sir William Symonds, the Admiralty
surveyor, was against the adoption of the propeller; he was embroiled with
the politics concerning which course of action the Admiralty should take
in the matter, and also a change of government.
Captain John Ericsson had retired from the Swedish army, a brilliant
engineer with his contra-rotating propeller. Working entirely separately
from FPS built a 45-foot boat named the Francis B. Ogden to prove the
same point to the Admiralty. His mistake was in placing the propeller
drums aft of the rudder, thus affecting the steering detrimentally. He left
England for America in 1839 where he met with greater success
15
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The early historical story
FPS patented a single threaded screw propeller with two complete twists
resembling part of a large corkscrew. This revolved in a recess at the stern
of the ship, but well forward of a modern positioning. Smith conducted
his early screw experiments with a clockwork-driven model on a pond.
So successful was this little boat that a full-sized launch of 6 tons burden,
named Francis Petit Smith, was built at Wapping. The screw was mounted
on a horizontal shaft driven by bevel gearing through a vertical shaft
reaching above the waterline. The motive power was a steam engine with
a cylinder of 6-inch bore x 15-inch stroke.
And now for the stroke of luck. FPS’s experimental launch was tried and
tested on the Paddington Canal in 1837 where the vessel had a fortuitous
accident which led to further improvements in ship propulsion. During
one of the launch’s trips on the canal, half of the wooden propeller was
broken off and, to the surprise of the crew, the speed of the craft was
immediately increased. A metal screw replaced the wooden one, consisting
of one complete turn and she subsequently made some voyages in the
Thames estuary, including one from London to Folkestone at a speed of
about 5 knots.
The build of the Archimedes at full scale
The Ship Propeller Company was formed to exploit Smith’s patents in
November 1839. A 237-ton vessel was built at a cost of £10,500, measuring
106 feet 8 inches perpendicular length x 21 feet 10 inches breadth x 13 feet
depth, engined by Rennie with 80 nominal hp engine. Built by Henry
Wimshurst at Blackwall, the ship was launched November 1838. The pro
peller was geared for 127 rpm, five and one third times the engine speed.
The vessel was equipped with a single thread screw 7 feet in diameter. This
propeller was subsequently replaced with a screw of the two-bladed type 5
feet 9 inches diameter turning at 139 revs per minute. The engine made only
26 revolutions per minute and was connected to the prop shaft by gearing.
The Archimedes attained a speed of 9 knots and in addition to the circum
navigation of the British Isles, she made a voyage to Oporto in Portugal.
These successes proved the suitability of the screw propeller for marine
purposes, and FPS was knighted in 1871 for his services to shipping.
Brunel, as an engineer, immediately came down on the side of the
propeller; one glimpse and one trial in the Archimedes convinced him
to abandon paddles on his second ship SS Great Britain 1843, although
the paddle boxes and sponsons were already in place before he saw the
little Archimedes on trial in the Bristol Channel. The Admiralty initially
shunned the vessel, but later, in April 1845, tested out the practicalities
of the propeller with a tug of war between two roughly matched naval
vessels, HMS Rattler, fitted with a propeller and a 300 ihp engine, and the
HMS Alecto, fitted with paddles driven by 141 ihp.
The Rattler proved the superior vessel, and in a situation of warfare, the
propeller was far less vulnerable to shot and shell than the large target of
a paddle wheel.
The final outcome
Archimedes as a screw ship was not a commercial success, and the Screw
Propeller Co. collapsed in the mid-1840s when Wright’s Bank failed.
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Figure 2 Model of
SS ‘Archimedes’,
hull (above) and
engine (Author’s
photograph)

Archimedes was sold, her engine removed and in 1849 she was sheathed
and converted to a three-masted schooner in regular trade to California
during the gold rush of 1848–9. She was last reported in trade between
Chile and Australia in 1856.
The build of the model at 1/24th scale
The first major problem when I decided to make a model of the Archimedes
was drawing up a set of hull lines; despite a long search carried out in the
mid-1970s by Donald McNarry, the author of Ship Models in Miniature,
the original plans evaded discovery, and have been either lost or destroyed,
apart from a profile drawing which appears at the bottom of the famous
painting by Huggins (figure 1). The painting introduces another issue with
the rake of the masts, which have been exaggerated in order to sell the idea
of sleekness and speed to prospective customers, but as this is how people
today recognize the ship, that is how I decided to build her.
The hull is, to be honest, a mix of several ships with which I have
been concerned over the years, the transatlantic paddler PS Sirius 1838
and the colonial cruiser HMS Gannet 1878 being among them, but I
consoled myself at the time that this model was about a propeller and its
performance, not a treatise on hull form.
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I like plank-on-frame
construction; it seems a
more honest way of doing
things and I love Brazilian
mahogany as a timber, not to
be confused with sapele or
any other of the lesser deriv
atives. To a large extent this
timber does what it is told
to do; it does not rip out
and it steams well over the
hot copper tube. The frames
were cut from best-quality
Figure 3 The bronze propeller on the model of SS
BS 1088 marine ply, and laid
‘Archimedes’ (Author’s photograph)
up like an aircraft fuselage,
which is the way I like to do it. What is not often appreciated is that you
can use this method with tiny models as well, and people do like to see
framed models. Even if they are quite crude, they look right and that is
very important in ship modelling, more so than accuracy, which is slightly
annoying to some people.
Sealing a wooden built hull and making it watertight is still, despite glass
fibre reinforcement, a tricky job, and my experience of all boats built in
carvel or clinker style is that they will leak; this is part of the heritage of
wooden ship building, and it is no different simply because it is smaller.
The trick is not to let it leak too much!
Placing a live steam unit inside a highly flammable hull is a serious
business, and it also involves some guesswork, the critical issue being
the weight of the boiler. It is a very good idea to test out the installation
balance of the heavy items, boiler, engine, gas tank oil separator, inside
the hull. This can be simply done on a stick of dowel placed mid-ships
under the hull, to make sure that weight does not have to be added to

Figure 4 The model of SS ‘Archimedes’ on steaming trials (Author’s photograph)
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Figure 5 The model of SS ‘Archimedes’, rigged with all hands (Author’s photograph)

compensate for poor balance, and that the whole ship’s hull is brought to
a level water line. Failure to do this will mean that the propeller and its
function will be affected, and added ballast is best added to the keel, not to
the interior of the hull.
The boiler and engine and other fittings were made by Martin Baylis,
in Gillingham, Kent in the UK; he has an international reputation for the
manufacture of model marine steam units, and even if I was to have only
the engine on the mantelpiece to admire, it would still give me pleasure.
The fact that it works beautifully, both in forward and reverse gear by
radio control, and has piston valves rather than the more complicated
‘Stephenson’s link’ to achieve this, adds to the dream of efficient function.
Nobody wants a model ship, with a gas-fired boiler, stuck in reverse gear
in the middle of a pond.
Heat in the boiler space is a separate concern in live steam models. A
heat sink in the form of an aluminium tray is a good idea, and I have
always fitted metal mesh to the internal walls of the hull, which keeps
the sides cool. The boiler is fired internally with a ceramic burner, and
controlled with an attenuator which, in times of trouble, will change the
flame from full thrust to a pilot light, a necessary safety feature for all
concerned. There is, admittedly, a slight concern about Glass Reinforced
Polyester (GRP) used as an internal lining, but without it, wood shrinks
and expands far too much.
The propeller
I have a cousin who is a bona fide engineer and builds locomotives, and I
am in awe of what he does. In his workshop there is a computer screen on
which he designs parts for his various projects, and it is all very impressive.
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He and his elder son have been the key to designing the model propeller,
making a 3-D image of the design, and having it cast from the 3-D pattern
in bronze by a specialist company in London (AA Fine Castings Ltd)
This was not cheap, but making this propeller in any other way, would be
extremely difficult.
Presentation
There was always a question in my mind as to whether or not the decks
of this model should be covered. As it is all about live steam and function,
the decision has been to leave it open so that people can see it working, and
access to various controls is fairly easy from a practical point of view. Fully
enclosing it all would add to the heat issues as well, but the price is, as everthe collection of dust, and this is not a welcome companion to what is
going on in the rest of the workshop either, so that may eventually change.
The last item to mention is the crew; normally I steer clear of anything to
do with populating my model ships, but having made my ‘sample sailor’
who appears on the helm in the film (see link below) just to remind me
of the scale, I thought he ought to have, as presumably did Francis Petit
Smith, a ‘scratch crew’ and give them Mediterranean kit, in respect of the
vessel’s trip to Oporto, on her demonstration run. She now sports the old
colonial flag of Portugal on her foremast, before that country became a
republic. I found that, after being frightened by figure carving for years,
I rather enjoyed making them all do different things, from stoking the
boiler, to a fist fight on the aft deck.
God help us if we all start taking ourselves too seriously
Click here for a short video of the two SS Archimedes https://www.youtube.com/watch?v=z2CGA6IXihs&feature=youtu.be
Further reading
S. Fisher, Innovation in Shipping and Trade (Exeter, 1989)
R. Armstrong, Powered Ships (London, 1975)
B. Greenhill and A. Giffard, Steam, Politics and Patronage (London,
1994)
G. S. Emmerson, John Scott Russell (London, 1977)
B. Greenhill et al., Advent of Steam: The merchant steamship before 1900
(Conway’s History of the Ship, London, 1999)
R. Gardiner and A. Lambert (eds), Steam, Steel and Shellfire: The steam
warship, 1815–1905 (Conway’s History of the Ship, London, 2001)
E. Corlett, The Iron Ship: The history and significance of Brunel’s ‘Great
Britain’ (London, 1970)
D. Griffiths, Steam at Sea (London, 1997)
P. Allington and B. Greenhill, First Atlantic Liners: Seamanship in the age
of paddlewheel, sail and screw (London, 1997
William Mowll
SNR Member
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A Case to Improve the Authenticity of
the Replica Artefacts of HMS ‘Victory’
Gun carriage trucks (wheels)

Figure 1 ‘Victory’ ’s 32lb gun housed for when on
passage (Drawing by John McKay)

It is disappointing to see that Victory’s trucks are fabricated when at Trafalgar
they would have been made from solid elm as shown in figure 1. The gun
carriage in figure 2 recovered from
the 98-gun St George (1811) wreck
site confirms that solid trucks
would have been similarly used
onboard Victory when at Trafalgar.
Modern elm used by Victory’s
curator in the 1990s to rectify this
fault was not successful; the new
replacement trucks become warped
and split. One has to give credit
to past generations of craftsmen
who were knowledgeable in the
treatment and selection of seasoned
woods. In figure 3 is a 24-pounder
truck still in near pristine condition
despite being underwater for over
200 years.

Figure 2 St George’s gun and carriage
with solid truck in 1811. (Photographed at
StraningsMuseum St George, Thorsminde,
Denmark by John Bingeman)
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Figure 3 24-pound cannon truck from
74-gun ‘Invincible’
‘24 · P’ referred to the gun’s calibre of
24 lb, ‘16’ to the wheel’s diameter of
16 inches and ‘H’ indicated that this
was for the ‘Hind’ (rear) wheel. Other
trucks recovered had ‘F’ denoting ‘Fore’
for the front axle wheel
(Drawing by John McKay)

Figure 4 Two of the three shod shovels recently seen in the hold of ‘Victory’ (Author’s
photographs)

Figure 5 ‘Invincible’ (1758)’s beechwood shod-shovels with nail holes and rust stains
from the iron sheathing destroyed by corrosion after over 200 year under the sea; the
blades have a scratched broad arrow (Photograph by Peter Hales)

Shod-shovel
The Oxford English Dictionary gives meaning 2a of ‘shod’ as ‘Of things:
Furnished with a shoe of metal, etc.; tipped, edged, or sheathed with
metal’, quoting the oldest source as from 1565; but shod-shovel as a noun
is noted as going back to 1465.
In Victory’s hold replica shod-shovels are displayed appropriately. They
appear practically identical to those recovered from the Invincible (1758)
wreck site. They would look even more authentic if they had a thin metal
edge, hence the description ‘shod’, and a scratched broad arrow, as shown
in figure 5.
John M Bingeman
SNR Vice-President
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A Naval Engineer in West Africa

Figure 1

MV ‘Accra’ which was similar to MV ‘Apapa’ (An Elder Dempster postcard)

Reading Graeme Milne’s article The Steamships and the Making of a
Globalized World in Topmasts Special April 2020 edition prompted me
to recall two naval secondments to West African navies. In Liverpool, in
January 1966, I boarded the Elder Dempster cargo passenger ship MV
Accra for a 12-day passage to the newly constructed Tema harbour in
Ghana. I was to serve for the next 18 months at Takoradi as Base Technical
Officer looking after a variety of naval ships including four Russian patrol
boats. It was wonderful to have so much responsibility including being the
signatory for approving budgets, unusual in a normal naval appointment.
I came to love West Africa, it was a fascinating and interesting experience
working with the friendly Ghanaian people. Every fortnight I read the
lesson in Sekondi Cathedral, the alternate week was conducted in the local
vernacular; on my last Sunday I stood at the west door with the Bishop
to shake hands with the entire Ghanaian congregation of well over a
hundred. When allowed two weeks’ Foreign Service leave I enjoyed the
adventure of driving my Landrover to Timbuktu; it took six days, the last
part crossing the southern Sahara. At the end of my tour, I returned to the
United Kingdom in Accra’s sister ship MV Apapa.

Figure 2 The two Vosper mark 1 corvettes
‘Kromantse’ and ‘Keta’

Figure 3

GNS ‘Yogaga’ in our small dry dock
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The modern Ghanaian navy came into being in 1959. Commodore David
Hansen, a former Ghanaian army colonel headed the navy in 1966, to be
promoted rear-admiral shortly afterwards. He was assisted by Captain
Phillipe O’Rorke DSC Royal Navy at their ‘Admiralty’ in the army HQ in
Burma Camp, Accra. We were all part of the British Joint Services training
team headed by a Brigadier; the largest contingent was the RAF, mainly
based at Takoradi, the site of a large Second World War airfield used by the
US Air Force to refuel aircraft on their way to the Far East. The brigadier
provided our tri-service administration in Accra. The army contingent was
two British army officers at the Ghanaian Staff College; I would join them
to shoot francolin, a form of partridge. The main Ghanaian navy was based
at Takoradi, gradually building up from its formation with two Ham Class
inshore minesweepers GNS Yogaga and Afadzato, followed by two seaward
defence boats Elmina and Komenda (named after two slave trading castles),
a coastal minesweeper Ejura (with reliable Mirrlees engines, not Deltics)
and a Second World War landing craft, to be followed by two Mark 1 Vosper
corvettes (figure 2). There was also the presidential yacht Achimota that
had belonged to the Duke of Westminster prior to Second World War. The
navy’s strength was about 1,000 men. The Ghanaians had ordered a frigate
to be named Black Star; she was cancelled after the Nkrumah coup. On
completion, she was commissioned by the Royal Navy as HMS Mermaid
and subsequently sold to the Malaysian navy and renamed KD Hang Tuah.
This was my first appointment as lieutenant commander, a wonderful
experience for any marine engineer. Directing the cutting out of hull plates
after collision damage, engine changes with a two-foot ever-present send
in Takoradi harbour, particularly testing when exchanging a large 16cylinder Bristol Siddeley Mayback MTU engine into GNS Keta. I was the
navy’s diver tasked with a variety of hull repairs besides attempting to find
a downed Ghanaian Airforce Mackie (Macchi) plane. To give you some
idea of unexpected tasks: the Takoradi harbour master, a retired Royal
Navy commander, and I were watching Afadzato tie up next to her sister;
the Ghanaian sub-lieutenant, normally a good ship handler, was making a
mess of it on this occasion. About 03:00 I had a call to say her engine room
was slowly flooding, with the fire brigade summoned for help. By the time
I arrived the engine room had been pumped down and I could see the port
propeller shaft had walked aft and the stern gland was no longer sealing.
A quick dive, and I was able to push the propeller shaft back into the hull;
the further loss of the shaft was stopped by the rudder. On reflection the
sub-lieutenant had done rather well while completely unaware that he had
no steering and only his starboard propeller was still working; the steering
rod drive shear pin had parted. Just one of the many unusual tasks one
undertook while working in West Africa.
I had only been in Ghana two weeks when we had the Nkrumah coup.
We were told to stay in our quarters but being a not so law-abiding officer,
I headed for a nice secluded swimming beach at Cemetery Bay, Sekondi.
The next day I was back in my Takoradi harbour office as if nothing had
changed. It was only two weeks later when our airmail edition of the Daily
Telegraph arrived that we learnt the full extent of the coup; I believe it had
been a bit more dramatic in Accra. I was to survive another abortive coup
in April 1967, a rather more serious bloodletting coup that did not really
concern the navy.
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Figure 4 My Landrover bogged down with
my Ghanaian companion, Nathan Mante

Figure 5

A view over Timbuktu

Much to my surprise, 2½ years later I was flying out to Lagos. Harold
Wilson had promised the Nigerians technical support following the
Biafran War. When asked to volunteer I declined. Apparently I was the
only naval engineer with West African experience available; I discovered I
had no choice. This was ‘White Man’s Grave’ territory; three of our naval
team had died during my 18 months in Ghana and I was now married
with children. This was probably the most significant appointment in my
whole naval career. I took over as the general manager of the Nigerian
naval dockyard. The dockyard had been the well-established former Elder
Dempster Engineering with a well-equipped and trained work force with
two excellent foremen. In fact, I had more capacity than the Nigerian Navy
needed, so we undertook work for the Harbour and Railways Authority,
and other commercial work. We could bend pipes up to 8 inches in
diameter, and had no competitors in Lagos. Responsible for four naval
government votes, I have never signed so many documents in my whole
naval career. After my wife and family joined me we lived in the large airy
colonial house built by an earlier Elder Dempster manager.
With my Ghanaian experience, I quickly fitted into my Nigerian routine.
Two hours in my airy colonial office running the affairs of the dockyard,
was followed by a boat ride across the harbour to the naval base at Apapa to
check and direct the day to day maintenance of the patrol boats and other
service craft. Besides the small Royal Naval team, there were a number of
Indian naval officers; I found my relationship with them excellent. Their
senior officer a Whale Island trained gunnery commander was absolutely
straightforward and insisted on the highest standards. I had been briefed not
to admit to having served in Ghana since the two nations were politically at
loggerheads. These relations had improved with the ending of the Biafran
war to be followed by a Ghanaian corvette’s visit. I was greeted as ‘John’ by
the corvette’s captain in front of Commodore Nelson Soroh. Afterwards,
the commodore said he knew I must have worked in Africa before saying
it was such a short-sighted policy to refuse ex-RN Ghanaian seconded
officers. The commodore, then a lieutenant commander, and I had been on
the same NATO diving course at HMS Vernon. After I repaired his waterski boat, my family became its main user.
For this appointment, I had been loaned to the Foreign Office;
this involved regular social occasions when I represented the UK. The
Russian embassy parties were the best. At Lagos for 17 years, the Russian
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Good-bye Africa: my Dockyard workers waving me good-bye. I took this photograph from MV ‘Aureol’
steaming out of Lagos Harbour.

ambassador was the longest-serving in the diplomatic corps. He was by
far the noisiest member on the tennis courts of the Ikoyi Club. I received
a private invitation for my wife and I to attend a dinner party held by the
Russian military attaché. Expecting to be told to decline, the answer came
back that on no account was I to decline, and to write a full report the
next day! We turned up to find it was just the four of us. Most diplomats
employed local Nigerian staff but here we were served by a Russian
lady. It was all very friendly and relaxed; my first wife talked the Attaché
into at least three, probably four demonstrations in drinking the vodka
in one go. The Attaché then started questioning on my opinion of the
Nigerian Navy and Officers to which I gave diplomatic replies. I was
expecting questioning about my previous UK appointment; I had been
the Tradesmaster at Chatham Dockyard converting HMS Exmouth to all
gas turbine propulsion and doing her trials. At the time Russia and Britain
were competing with the first successful all gas turbine warship. I had
been promised the appointment of MEO (chief engineer) of Exmouth as
a ‘thank you’ for going to Nigeria. I still have the Russian invitation and a
copy of my report to the Foreign Office.
Admiral Joseph Wey, the head of the Nigerian navy, a charming officer
who had joined the Nigerian Marine Service in 1940 as an Engineer Cadet,
and I spoke the same language when discussing technical problems and he
became a personal friend and a regular caller at our home in the Dockyard.
My steward kept an iced bottle of the Nigerian Guinness, his favourite
tipple. I didn’t experience Foreign Service leave in Nigeria but I was the
only white officer in the team tasked with touring and reporting on the
naval ports that had been used by the Biafrans at Port Harcourt and that
lovely ex-RN harbour facility at Calabar. My time in Nigeria had been a
unique experience and certainly one of the most significant and rewarding
postings.
At the end of my tour, we sailed back to Liverpool in the last Elder
Dempster passenger ship MV Aureol. We called at Takoradi for more
passengers. The Ghanaian base’s commanding officer laid on an unexpected
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VIP tour of the base. He also thoughtfully organized a telephone call to the
Accra navy headquarters for me to speak to Nathan Mante, my Timbuktu
co-driver; it was a delight to speak and renew memories. The tour included
visiting Sekondi Harbour that the long-gone President Nkrumah had
intended for an all African Naval Base. Since we were at Sekondi, we had
a swim in Cemetery Bay bringing back many happy memories. It gave me
an unexpected opportunity to photograph the cemetery graveyard for a
naval friend’s wife; her father had died while building Takoradi Harbour
in the 1920s. I was not able to identify his grave as the metal tallies on the
headstones had gone.
Note: All photographs in this article were taken by the author and
converted from Kodachrome colour slides, and as with many photos of that
time, they have faded and lost definition.
John M. Bingeman
SNR Vice-President

The Fenland Lighter Project
Old Hulls, Various Viewpoints and the Influence of
Expenditure – Actual or Contemplated
As indicated in Topmasts 33, this May 2020 column is centred upon the
question of physical preservation, with particular reference to Fenland
lighters. As a general comment, it is obvious that the physical preservation
of old vessels, of whatever sort, has much to recommend it. It can be a
stirring experience to gaze at a well-preserved vessel from a bygone
period: and such a craft can serve as a spur for a range of historical work.
However, in many cases, there can be daunting problems to be faced. It is
arguable that this is particularly so when dealing with old wooden vessels
which have been under water for a lengthy period.
Such was the background to the 1986 open meeting which brought
the FLP into existence. With representation from various parts of the

Figure 1

Remains of a lighter at Orton Staunch (Photograph by Phyl Jenkins)
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Figure 2 Chain fitting associated with the Orton Staunch lighter (Photograph by Phyl Jenkins)

Fenland region, it was decided that the FLP should avoid direct efforts
at physical preservation. Nevertheless, it was also clear that the emerging
FLP should do what it could to aid such efforts made by others; i.e. in
terms of publicity, general information, and good offices regarding helpful
contacts. With slender resources, but a number of influential well-wishers,
the FLP’s way forward came to be seen as the fostering of the history of
Fenland lighters and other related types, in various periods. Moreover, it
was plain that such history should be treated in a way that would provide
an understanding of the inter-dependence which had often existed between
river traffic and seagoing trade.
For the purposes of this column, there follows a brief summary
regarding some lighter sites which attracted FLP attention in its early years.
Maintenance requires that part of the River Nene near Orton Staunch
(on the outskirts of Peterborough) has its level substantially lowered at
times. Thus, during early 1991, the remains of several Fenland lighters
were exposed, and this allowed examination by the FLP. At the time it was
suggested in the regional press, and elsewhere, that these lighters might be
removed and preserved. The accompanying photo, however, was widely
seen as an argument against that idea. Another photo, providing a general
view of this lighter site, is to be found in The Mariner’s Mirror 79, p. 166.
In the years immediately after the Second World War, Vic Jackson,
operating as A.V. Jackson (Peterborough) Limited, evidently raised a
number of sunken Fenland lighters from the Roswell Pits, near Ely (on
the River Great Ouse). However, it is not clear how long those particular
hulls were able to remain in service. During the 1970s, well before the FLP
came on the regional scene, the old vessel which later became known as
the Upwell Lighter was raised from the same location – see The Mariner’s
Mirror 77, pp. 418–20. For brief comment on this same vessel, together
with a photo of surviving sections of the hull as of 1988, see The Mariner’s
Mirror 79, pp. 158–9. It is of interest that the British Sugar Corporation
had previously explored the possibility of offering this old lighter
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‘sheltered accommodation’ indoors, until there could be attempts at long
term preservation. This spoke of a bygone link whereby Fenland lighters
had played a noteworthy role in the developing sugar beet industry.
Not long after the FLP became established at the Peterborough
Educational Development Centre, during the latter part of the 1980s,
co-operation with the Nene Barge and Lighter Company and the
Gildenburgh Dive Centre led to examination of some sunken vessels at a
site near Wansford (on the River Nene). These hulls appear to have been
Fenland lighters which once belonged to the Jackson firm. At the time of
examination their condition seemed to be reasonably good. Since then,
on various occasions, the FLP has furnished relevant information to a
number of interested enquirers, but the present state of these old hulls is
not known.
Under current circumstances, attempts to raise and preserve any Fenland
lighter would be confronted by considerable problems. The raising would
be the ‘easy part’. Long term preservation of the raised hull, together with
provision of ‘suitable quarters’, would involve daunting expenditure. For
the time being, at least, there appears to be little likelihood of preserving
any single Fenland lighter, much less two or three such hulls so as to
demonstrate a ‘gang’, the characteristic deployment of the type. It has to
be faced that Fenland lighters were not particularly photogenic: this raises
a point that deserves some attention. Indeed, within a broader context, it is
arguable that there can sometimes be a dichotomy between the photogenic
and the historically significant – and that this can influence public interest
in a questionable manner. During 2014 this same point received some
attention in a book review by the present writer, see The Mariner’s Mirror
100, pp. 108–9.
Regarding public awareness, the August FLP column will deal with the
role of radio and television in the FLP’s development.
H. J. K. Jenkins
SNR Fellow

SNR News
Ipswich Maritime Trust’s Richard W. Smith Memorial Award
Richard W Smith (d. July 2017) was a founder member of the Ipswich
Maritime Trust (IMT), an author, photographer and great contributor to
the appreciation of local maritime history and heritage.
This new award is to be given annually to the person or organization
who, in the opinion of the IMT Trustees, have contributed in a significant
way to the understanding of local maritime culture or heritage. SNR
member Robert Malster is the 2020 recipient..
When it comes to knowledge of East Anglian history and heritage,
especially maritime matters, there is no one who has contributed more
than Robert Malster. He has been a leading supporter, often taking an
active role, in many local history societies. Whenever a question of local
maritime history arises, the answer would be, ‘Ask Bob Malster’, and,
when asked, he is always be helpful, frequently going beyond a simple
answer and providing information in depth.
Not only has he written and spoken on many aspects of East Anglian
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local history and has been active
in many societies but, less
obviously, he has been for many
years instrumental in getting
large numbers of other people to
put their researches into writing,
championing them and helping
them to be published. It is not
just the books that bear his name,
but many, many others that have
been published on East Anglian
local history in the last 45 years
Bob Malster (Photograph Ipswich Maritime Trust)
owe something to Robert Malster.
Indeed, at times, he has provided his editorial services freely in order to
get an important work of local history before the public. Recent examples
would be his work on R. W. Smith and J. Freestone’s important book The
Port of Ipswich: Its shipping and trades (2011) as well as H. Moffat’s Ships
and Shipyards of Ipswich 1700–1970 (2002). An earlier example would
be Ted Frost’s From Tree to Sea (1985). These important works of local
history would never have been published but for Bob Malster’s efforts.
Over the last few years, he has completed four major volumes on
maritime East Anglia: Maritime Norfolk: Part 1, the coast from Wisbech
to Caister (2012) and Part 2, primarily Great Yarmouth) (2013) (both
reviewed in International Journal of Maritime History 28:3 (2016); North
Sea War 1914–19 (2015) (reviewed in International Journal of Maritime
History 28 4: (2016); Maritime Suffolk (2017); as well as The Minute Books
of the Suffolk Humane Society (2013), for Suffolk Record Society.
He is almost 88, yet he still continues to work on other publications,
and is a long standing member of SNR.
It is for all these reasons that Ipswich Maritime Trust honour him as the
first recipient of Ipswich Maritime Trust’s Richard W. Smith Memorial
Award.

The Ipswich Maritime Trust
Ipswich Maritime Trust (IMT) was formed in 1982 from the Maritime
Ipswich Committee, which organized a year-long series of events as part
of the national Maritime England Initiative. These events were based in the
‘Home Warehouse’, an empty warehouse on the dockside, now converted
into offices. The Maritime Ipswich Committee also prepared a visionary
plan in 1982 for the then run-down Wet Dock, with suggestions on its
future development, and IMT have been instrumental in galvanising local
opinion concerning the many changes in the Wet Dock since then. The
newly rejuvenated Waterfront is the result of Ipswich’s determination to
make the most out of the Wet Dock. IMT works to promote the maritime
history of Ipswich and Suffolk through our Window Museum, our wellsupported winter lectures at the University of Suffolk, our online image
archive and co-operation with other local organisations. We also encourage
and support a wide range of educational activities for all ages, to engage
with activities on the water.
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The Ipswich Maritime Window Museum (Photograph Ipswich Maritime Trust)

It is 10 years since the Ipswich Maritime Window Museum opened to
the public as a ‘24/7 museum’, possibly a unique type of museum; one
certainly special enough to warrant a feature in the International Congress
of Maritime Museums’ Newsletter where the feature on it was bigger than
the expansion of the ship model display at Chatham Historic Dockyard.
The Window Museum is located between Stoke Bridge and the Old
Custom House, on Albion Quay next to the La Tour Cycle Café.
During the past ten years, all aspects of Ipswich’s maritime history,
culture and heritage have been covered, with 19 differing displays, including
ones on barges, boat, ship and yacht building, trade, port changes and
expansion. The current display celebrates another anniversary, 80 years
since the Abraham Rydberg brought her cargo of grain from Australia
to Ipswich on what was to be termed the ‘Last Grain Race’. The display
celebrates her final visit, along with the many other great sailing ships that
carried their precious cargo around the globe to Ipswich before World
War II. The team from Ipswich Maritime Trust are now working on the
next display that will be in the shop window soon.
Find out more https://ipswichmaritimetrust.org.uk/
Des Pawson
SNR Member

Come and Join Us on the Forum
I have just worked out that I have been an SNR member for 50 years! While
I did my National Service in the Royal Navy and continued afterwards in
London Division RNVR for another 15 years, I was never an enthusiastic
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researcher of naval history. It was while doing my annual Naval Control
of Shipping training at the Old Admiralty building in Whitehall that at
lunch time, I would visit the National Gallery in Trafalgar Square and
admire J. W. M. Turner’s great painting, The Fighting Temeraire. I wanted
to know more about the story behind the ship and why it had a French
name. During a visit to the National Maritime Museum, Greenwich, soon
afterwards I picked up a leaflet promoting the SNR and I was hooked.
Over the years I have met many interesting like-minded people either
personally or on what was ‘Questions’ and ‘Answers’ in The Mariner’s
Mirror and became the Members’ Forum on line.
For the naval history researcher, it is a great tool. The majority of
queries do get answered although some take longer than others. We
would welcome more contributors from our membership of over 2,000,
particularly from the authors of naval history books. Although we do
receive responses from some we continue to hope for more.
I would like to suggest it would be good to open up the Forum to more
aspects on the subject such as member’s personal memories of their time at
sea long or short. Ones that amuse would be particularly welcome at this
time. Perhaps I can kick it off.
While I was serving in the Amphibious Warfare Squadron in the
Mediterranean in 1954, a German family circus appealed to the Commanderin-Chief, Admiral Lord Louis Mountbatten, for assistance to transport
them from Malta to Sicily as they had run out of cash. The Admiral said
yes and one of the AW Squadron, LCT 4040, was assigned to the task.
The ship’s company relished the challenge, particularly the loading of
five elephants and two lions on to the tank deck. 4040 set sail like Noah’s
Ark of old and, as she passed the Commander-in-Chief’s office in Grand
Harbour, the tune ‘There’s no business like show business’ blared loudly
from the ship’s tannoy.
Looking forward to hearing from you.
Malcolm Lewis
SNR Member

Restored Figureheads at The Box
When the world returns to some kind of normality, the new exhibition of
naval figureheads will open at The Box in Plymouth. It was scheduled to
open on 14 May, but no doubt a new date will be fixed in due course.
This new exhibition of 14 traditional ship’s figureheads has been
suspended in the four-storey atrium of Plymouth’s brand new museum
and arts centre. The collection, on loan from the National Museum of the
Royal Navy have spent four years in conservation, and will be revealed as
they would have been seen from a small boat crossing the bow of one of
HM ships in the eighteenth and nineteenth centuries.
Before the exhibition opens you will have time to purchase a copy of RearAdmiral David Pulvertaft’s book, written to accompany the exhibition, A
Flight of Figureheads, From British Warships at The Box, Plymouth
For more details and some excellent pictures, go to https://museumcrush.
org/restored-ships-figureheads-installed-in-their-new-home-inplymouth/
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Maritime History for a Donation
I have been using the quiet induced by the government’s Covid-19
regulations to go through my shelves and make a serious resolution to
clear stuff out rather than let it gather dust. Is there someone out there
who could use the following?
The Mariners Mirror 35:3 (July 1949), 38:1–4 (1952) and 1980–2020
International Journal of Maritime History, vols 1/2 to vol. 26/1
Research in Maritime History, vols 1–34
If anybody is interested, they would need to collect from me, and ideally
leave a cheque made out to Apostleship of the Sea, which I would forward
to the AoS.
Fr Robert Miller
Member, SNR
tisburyparish@cliftondiocese.com

Calls for Papers
Editor’s Note
At the time of preparing this newsletter the following calls for papers,
conferences and events are still taking place. However in the current
difficult situations, with different countries working in different ways,
I strongly advise checking the relevant websites/contacts before making
any firm plans to submit papers or attend a conference.

Cosmopolitan Cultures and Oceanic Thought: Thinking
through History Across the Waters
23–24 November 2020, Department of English, Jamia Millia Islamia,
New Delhi
For too long, we have worked with the ‘Global South’ as the space of
‘experience’ and EuroAmerica as the space of ‘thought’. What would it
mean to think about both history and thinking as fluid: not premised on
terrestrial locations and incarcerated within the nation state or paradigms
of area studies. Perhaps we need to start thinking with ‘geographies of
affinity’ rather than the geographies of colonialism and nationalism. The
proposed conference, connected to a SPARC-sponsored collaboration
between Jamia Millia Islamia and the Centre for Indian Studies in Africa,
University of the Witwatersrand, aims to foreground mobility, circulation
and the longue durée-thinking with movements across the Ocean rather
than terrestrial histories.
Paper proposals may be about, but not confined to the following themes:
• Interconnected-ness in narrative traditions and folk cultures of the
Global South
• Cross-current of ideas in theatre and cinemas from the Global South
• Sufi orders, and the spread of Islamic thoughts: Travelogues, Hajj
narratives, Ziyarat narratives
• Sanskrit cosmopolis, Arabic cosmopolis and the Indian ocean world
• Intertwined networks of kinship, religion, commerce and scholarship
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• Transoceanic movements and anticolonial struggles in Global South
• Global economy, migrant labour and transnational identities
• Movements of material goods and its impact on configurations of
culture
• Islands and archipelagic imagination
• Creolization, indigeneity and indigenous knowledge systems
• Slavery and caste
For full details go to:
https://globalmaritimehistory.com/cfp-international-conference-oncosmopolitan-cultures-and-oceanic-thought-thinking-through-historyacross-the-waters/

Conferences
Global Maritime History
Maritime Languages Digital Conference
Update: Given the many pressures placed on people by Covid-19, it has
been decided that the Maritime Languages Digital Conference will be
transmuted into a Digital Seminar Series that will be rolled out later this
year. Papers will be uploaded as they are ready.

Maritime History North
Due to the current COVID-19 situation, after much consideration and
discussion, it has been decided decided to POSTPONE the conference,
due to be held at South Shields Marine School on 1 April 2020.
The revised date is 31 March 2021 so please support this conference then.

Naval Dockyards Society
Twenty -Fourth Annual Conference:
Where Empires Collide: Dockyards and Naval Bases in and
around the Indian Ocean
National Maritime Museum Greenwich

This conference has been rescheduled to 31 October 2020 at the National
Maritime Museum. Please check https://navaldockyards.org/conferences/
in late August in case of further changes.
This one-day conference will examine the role and scope of naval bases
and naval support facilities in and around the Indian Ocean. Were bases
built to defend colonies, control colonies, or to attack the enemy? Were
they to suppress local forces, engage companies threatening the British
East India Company or as adjuncts to European struggles? How useful
were they to their founding countries in the 17th–20th centuries? How
has their heritage developed?
Click here for further details and booking form https://
navaldockyardssociety.files.wordpress.com/2020/02/conference-2020booking-form.pdf
Click here for program details https://navaldockyardssociety.files.
wordpress.com/2020/02/programme-2020.pdf
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Archipelagic Memory:
Intersecting geographies, histories and disciplines
University of Mauritius, 4–6 August 2020
The concept of the ‘archipelago’ has been increasingly discussed and
deployed by historians, social scientists, literary and cultural studies
scholars since the second half of the 20th century. The term originated
in classical Greece to designate the Aegean waters binding the heart of
European civilisation, but since the beginning of the overseas exploration
and colonial expansion by European powers from the early 15th century
onwards, and following a process of metonymy and metaphor, it came to
identify any set of islands forming a coherent topographical unit.
The conference seeks to address what it means to remember the past in the
present and how to consider future trajectories in individual, collective, as
well as national identity in archipelagic spaces and cultures. What happens
when local modes of articulating time, space and memory sit side by side
with Western modernity and imperialism? When the present, just like
the past, is conflictual in nature? If archipelagos are not simply objective
geography, but culturally contingent and politically constructed, then the
question of by whom and for whom certain spaces are conceptualised as
archipelagos and others aren’t begs attention. What has not yet been thought
of archipelagically? What has been enabled and what has been precluded by
thinking primarily through the model of the Caribbean archipelago and its
anti-mimetic patterns of repetition and difference? What if ethnic, national
and archipelagic identities as well as spaces are in conflict with each other,
or the constructed entity of the archipelago clashes with the geological
construction of neighbouring islands that belong to different nation-states,
resulting in fractured archipelagic identities? Where island communities are
diasporic, how does the sea function as an imagined space that reduces or
entrenches geographical and affective distance? How, indeed, does the sea
enable an archipelagic relationship with the homeland left behind?
https://archipelagicmemory.wordpress.com

The 8th International Conference on Maritime Transport
2020 (MT20)

The Department of Nautical Science and Engineering of the
Nautical Faculty, with the Polytechnic University of Catalonia,
Barcelona
25–26 June 2020
The sessions, in English as official language, will be devoted to examine
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. The
suggested topics are: Ports, Shipping Business, Environment, and Human
Element.
Further information can be obtained at the following addresses:
https://mtconference.upc.edu/en
https://mtconference.upc.edu/en/call-for-abstracts
https://dcen.upc.edu/en
mt@cen.upc.edu
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Old and New Uses of the Oceans
8th IMHA International Congress of Maritime History
30 June–3 July 2020, Faculty of Arts and Humanities, University of
Porto, Portugal,
The 8th IMHA International Congress of Maritime History is promoted
by IMHA – International Maritime History Association, and will be
hosted in Porto (Portugal) by CITCEM –U. PORTO.
The main theme will be ‘Old and New Uses of the Oceans’, and the
aim is to investigate the many aspects of the relationship between humans
and the oceans. We sail the surface of the oceans, harvest their resources,
and exploit the minerals on and under the ocean floor. The oceans are also
used as inspiration, for literature and other forms of art, and they shape
relations among humans – both distant and close ones.
As with previous congresses, ICMH8 adopts a broad concept of
maritime history, treating it as an interdisciplinary field that covers all
historical periods and areas and all aspects of humankind’s relationship
with the sea. For full details go to: https://imha2020.com

‘Australian Seascapes’
17th Biennial Conference of the Gesellschaft für
Australienstudien/ Association for Australian Studies
1–3 October 2020, Trier University,
The conference will discuss Australian seascapes in an interdisciplinary
perspective, including (but not restricted to) contributions from the field
of cultural studies (literature, performing arts, film, visual arts), history,
political science, anthropology, and geography.
Please send paper and panel proposals (20 minutes + 10 minutes
discussion per paper) in English or German (200–300 words per paper) by
31 March 2020. The organizers particularly encourage undergraduate and
graduate students to submit proposals for work in progress presentations
in the new format ‘Forthcoming’.
The conference will be hosted by Trier University and organized by PD
Dr Eva Bischoff, Department of International History.
Contact: PD Dr. Eva Bischoff (australianseascapes2020@gmail.com)
For full details go to: https://australienstudien.org/wp-content/
uploads/2019/11/CfP-Australian-Seascapes-1-3-Oct-2020.pdf

Waterfronts at Work
Canadian Nautical Research Society–SCRN Conference
and Annual General Meeting
Thursday, 13 August to Saturday, 15 August 2020, Lonsdale Quay
Hotel, North Vancouver, British Columbia
Proposals for papers are now being accepted.
Any student enrolled at a university or college giving a presentation is
eligible for consideration for the Gerald Panting Bursary, to help defray
registration, accommodation, and transportation costs. The number and
monetary value of any bursary given out will depend on the number of
applicants.
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Conference organizers will accept any maritime-related paper proposal
on a Canadian, North American, or international topic, including (but not
restricted to): shipping; ports and harbours; pilotage; dock and longshore
work; rail and road bridges across waterways etc.
Full details at https://www.cnrs-scrn.org/admin/conferences_e.html
A one-page proposal with the author’s name, affiliation and title, as well
as contact information can be sent by 1 May 2020 to conf2020@cnrs-scrn.
org, or by regular mail to Chris Madsen, Department of Defence Studies,
Canadian Forces College, 215 Yonge Blvd. Toronto, Ontario, M5M 3H9.

State Library of New South Wales in Sydney, Australia
Mapping the Pacific
7–9 September 2020
We are mindful of the concerns and questions from members planning
to attend this conference in relation to COVID 19. At this stage, we are
proceeding with the event as planned and monitoring the situation. We
will update the website if a decision to cancel the conference is made or if
any major changes occur due to the unavailability of speakers. In the event
of cancellation, all payments will be refunded. Take care of yourself and
your family.
Mapping the Pacific will examine the traditional wayfinding knowledge
of the Pacific community, European exploration and the mapping of the
Pacific from the early modern era through to the 19th century. The year
2020 is the 500th anniversary of Ferdinand Magellan’s entry into the Pacific
and the 250th anniversary of James Cook’s extraordinary exploration and
mapping of the Pacific.
The conference will be open to cartographers, geographers, historians,
map collectors, curators and everyone with an interest in maps.
This conference is planned as a three-day event, commencing with an
opening reception on the evening of Sunday, 6 September at the State
Library of New South Wales. The conference will be followed by a special
event at the National Library of Australia in Canberra.
https://www.sl.nsw.gov.au/research-and-collections/research-andengagement/mapping-pacific-conference

Society For the History of Discoveries
60th Anniversary Conference
Williams Research Center of the Historic New Orleans Collection New
Orleans, Louisiana, November 12–15, 2020
The opening reception will take place on Thursday evening (12 November),
followed by the conference on 13 and 14 November. At that time, the
Historic New Orleans Collection will be hosting a major exhibit on
Spanish Louisiana that will include numerous Spanish documents rarely
seen in the United States. Conference participants will have opportunities
to view HNOC’s regular cartographic holdings, and an optional historical
excursion is planned for Sunday, November 15, following the conference.
https://discoveryhistory.org/upcoming-meetings-conferences/
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Events
Russian Arctic Convoy Project
A memorial marking the 75th anniversary of the end of the
Russian Arctic Convoys and World War II
Date changed, now 26 September 11:00–13:00, Inverasdale by the
shores of Loch Ewe, Water Ross, Inverasdale, iv22 2lp
Join us on this momentous occasion to remember the heroism, courage
and sacrifice of our brave sailors.
During World War II our brave Royal Navy and Merchant Mariners
served on the Russian Arctic convoys sailing from Loch Ewe in Scotland
to the Arctic ports of Murmansk and Archangel in northern Russia. They
provided Russia with much-needed materials and armaments to help them
continue the fight against the Germans on the Eastern Front, providing
the Allies with the opportunity to launch D-Day.
If the terrible seas and ice were not threatening the convoys, it was the
constant attacks from German aircraft and submarines that were. In total,
104 Allied merchant ships were sunk with the Arctic convoys, along with
18 warships; 829 merchant mariners and 1,944 navy personnel were killed
aboard them. Russia lost 30 merchant ships and an unknown number of
personnel.
Special guest: Our special guest will be Celia Sandys, granddaughter
of Sir Winston Churchill. She will be joined by Ambassadors, High
Commissioners and Consuls representing those nations whose nationals
served on the Russian Arctic convoys together with representatives from
our own armed forces.
www.racmp.co.uk and https://www.eventbrite.co.uk/e/75thanniversary-of-russian-arctic-convoys-registration-89556946237

Ideas for the Self-isolator
A short list of the many sites that for the nautical historian might help pass
the lockdown hours
Advice from a Royal Navy submariner on self-isolation
https://www.royalnavy.mod.uk/news-and-latest-activity/news/2020/
march/30/200330-rn-submarine-gives-advice-on-self-isolation
Mystic Seaport Digital Museum
A very large number of digital tours, stories, curator talks
https://stories.mysticseaport.org
Nautical Archaeology Society
CovED Talks: NAS Weekly Webcast
To make the best out of the current challenging times, the Nautical
Archaeology Society has started a new free online lunchtime talks series
– and they would like you to join in. Inspired by the popular TEDtalks,
they are establishing #CovEDtalks to promote #SelfEducation during
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#SelfIsolation. These will be stand-alone half-hour talks on Tuesdays at
12:30-13:00 (London).
https://www.nauticalarchaeologysociety.org/coved-talks-weeklywebcast
In addition NAS has a wealth of other resources listed on their weekly
newsletter to browse after you have taken your daily exercise.
These are available to all online – sign up to the NAS weekly e-Newsletter
on their website at https://www.nauticalarchaeologysociety.org where
you will find a treasure trove of nautical archaeology. For example in the
newsletter of 2 April you will find Virtual Dive Trails.
National Historic Ships News and Events site
Lots of news about historic ships, their restoration and planned activity,
also links to other sites with activities for the younger isolator.
https://www.nationalhistoricships.org.uk/news-events
The National Archives
We are pleased to confirm that we will be giving everyone free access to
our digitized collections very soon, but it is taking our amazing digital
team a bit of time to make it happen.
As you would expect from our national treasury of archives, there is
much more than just nautical history, but look carefully amongst the
listings, and you will find, for example Surgeons at Sea https://www.
nationalarchives.gov.uk/surgeonsatsea/ , and Nelson, Trafalgar and those
who served http://www.nationalarchives.gov.uk/nelson/ , and for a general
browse go to
https://nationalarchives.gov.uk/boredom-busters
Lloyds Register Foundation Heritage and Education Centre
The Lloyd’s Register Foundation, Heritage and Education Centre is a
public-facing library and archive holding material concerning over 250
years of marine and engineering science and history. The Centre is a part
of the Lloyd’s Register Foundation and is focused on enhancing public
education and research in a number of areas, from maritime history to
STEM disciplines.
For the lockdown researcher or browser there is plenty of online
material including Lloyds Register of Ships, Ship Plans and Casualty lists.
There are also stories to browse, including the origins of Lloyds Register,
Plimsoll Line, Yards, Yellow Cards and Shipyards
https://hec.lrfoundation.org.uk
The Royal Museums Greenwich
Have a range of digital resources and activities for all ages, encompassing
The National Maritime Museum, Cutty Sark, The Royal Observatory and
the Queen’s House.
https://www.rmg.co.uk/discover
The Australian Maritime Museum
There are digital guided tours of all their galleries, as well as their historic ships including HMAS Vampire and HMAS Onslow, and access to
blogs including this one about the Spanish ‘Flu pandemic of 1919 https://
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www.sea.museum/2020/03/19/a-deadly-shipmate-surviving-spanish-fluaboard-hmat-orsova
For the full menu go to https://www.sea.museum
The British Commission for Military History
The BCMH has a good library of online talks and blogs covering military
history from Ancient Warfare to Modern Conflict at www.historygoeson.
com Although these talks and blogs cover all aspects of military history,
there is a very good selection of naval history in the mix.
Dr Alex Clarke: Naval History Live
Lectures (very informal and informative) on many aspect of the Royal
Navy. Click on the link below for a selection of earlier lectures, but coming up:
Tuesday 5 May It’s All a Mess and no, not Eton – How why and when dining in the RN changed mess’s to wardrooms for all
Thursday 7 May Command is Command Right? – Could Collingwood
have commanded at Matapan? Or Duncan at North Cape?
Tuesday 12 May A Name to Illustrate a Navy – HMS Leander through
history: Fourth Rate, Frigate, Protected Cruiser, Light Cruiser, Frigate…
Thursday 14 May Let your drills be bloodless battles & your battles bloody
drills – the RN Fleet Exercises of the Inter-War years and WWII
https://www.youtube.com/channel/UCE2x09tU0GwAGiSbFPEhIwQ

Books by Members
Johan Francke ‘Al die willen te kaap’ren varen’: De

Nederlandse commissievaart tijdens de Vierde Engelse Oorlog,
1780–1784 [‘All those want to sail’: Dutch privateering during the
Fourth Anglo-Dutch War, 1780–1784)

Walburg Pers, 2019, isbn 9789462493254 € 49.95
During the Fourth Anglo-Dutch War (1780–4), the Dutch
Republic was unable to withstand the naval strength of Great
Britain. After the Battle of Doggersbank, the only offensive
actions were taken by privateers that ransomed or captured
British merchant shipping. Although the privateering
captains, both in terms of number as captured prizes, lagged
far behind previous wars, they were nevertheless given a
heroic status; something that had not happened before to that extent. Recent
research in archives, primary literature and ego documents has provided
a wealth of new data about concerned masters, crews, ships, shipping
companies who equipped these, the prisoners of war back and forth, the
operational areas, cruising voyages (based on found ship journals) and the
prizes that were taken and ransoms being made. Prior to this, the emergence
of the Fourth Anglo-Dutch War and the state of the Dutch navy and
merchant fleet are first discussed as well as the governmental organization
of the privateering arm. It turned out that the Dutch privateers not only
took far more prizes than was assumed till now; the prizes taken in just
two years of combat action yielded nearly ten times the amount that was
published in literature till this date. Opposite the acclaimed successes stood
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the loss of hundreds of merchant ships and many privateers from Holland
and Zeeland that fell victim to the Royal Navy and British privateers. This
study is a much-needed revision of what has been published so far about
the Dutch privateering force during this war.
John McKay Sovereign of the Seas Seaforth Publishing
isbn 9781526766298, £36
Sovereign of the Seas was the most spectacular, extravagant
and controversial warship of the early seventeenth century.
The ultimate royal prestige project, whose armament was
increased by the king’s decree to the unheard-of figure of
100 guns, the ship finally cost the equivalent of ten more
conventional warships. A significant proportion of this total
was spent on her gilded decoration, which gave the ship a
unique combination of firepower and visual impact in battle that led her
Dutch opponents to dub her the Golden Devil’. The vessel was the posterchild of the notorious Ship Money’ tax, raised without parliamentary
approval and so unpopular it was a major factor leading to the Civil War
in which Charles I lost his sovereignty and his head. In that sense, she
was a ship that cost a kingdom. It is unsurprising that such a high-profile
ship should be well documented, but there are no contemporary plans and
much of the visual evidence is contradictory. In this book, John McKay
sets out to analyse the data and reconstruct the design and appearance of
the ship in a degree of detail never previously attempted. The results are
presented as a folio of superbly draughted plans, isometric drawings and
coloured renderings, covering every aspect of the design from the hull
form to the minutiae of sails and rigging. Each section is accompanied
by an explanatory text, setting out the rationale for his conclusions, so
the book will be of value to historians of the period as well as providing
superb reference for any modeller tackling of one of the most popular of
all sailing ship subjects.
David Pulvertaft A Flight
of Figureheads, From British
Warships at The Box, Plymouth
Amberley Publishing, isbn
9781445698526 £12.99
The perfect accompaniment
to the collection of 14 warship
figureheads displayed in the
atrium of The Box at Plymouth,
this book introduces each
of the figureheads, giving details of its design, the ship for which it was
carved and the actions it witnessed when serving in the Royal Navy. To
put these descriptions into perspective, early chapters tell the story of the
development of warship figureheads over the centuries, the evolution of
the figurehead collection at Devonport and the work of the figurehead
carvers of Plymouth. As most of the figureheads on display come from
the Devonport collection, the Directory at the end of the book provides
a summary of all the figureheads that have appeared at some time in the
collection and their fate.
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Stephen Taylor Sons of the Waves: The common seaman
in the heroic age of sail
A brilliant telling of the history of the common seaman in
the age of sail, and his role in Britain’s trade, exploration,
and warfare.British maritime history in the age of sail is full
of the deeds of officers like Nelson but has given little voice
to plain, ‘illiterate’ seamen. Now Stephen Taylor draws
on published and unpublished memoirs, letters, and naval
records, including cour martials and petitions, to present
these men in their own words.
In this exhilarating account, ordinary seamen are far
from the hapless sufferers of the press gangs. Proud and
spirited, learned in their own fashion, with robust opinions and the
courage to challenge overweening authority, they stand out from their
less adventurous compatriots.
Taylor demonstrates how the sailor was the engine of British prosperity
and expansion up to the Industrial Revolution. From exploring the South
Seas with Cook to establishing the East India Company as a global
corporation, from the sea battles that made Britain a superpower to the
crisis of the 1797 mutinies, these ‘sons of the waves’ held the nation’s
destiny in their calloused hands.
Richard Endsor The Master Shipwright’s Secrets: How
Charles II built the Restoration Navy Osprey Publishing
2020 isbn 9781472838384 £65
A magnificent illustrated history of HMS Tyger, a Fourth
Rate ship of the navy of Charles II.
Inspired by the recent discovery of mathematically
calculated digital plans for a fourth-rate ship by the Deptford
master shipwright, John Shish, The Master Shipwright’s
Secrets is an illustrated history of Restoration shipbuilding
focused on the Tyger, one of the smaller but powerful twodeck warships of the period. It examines the proceedings of King Charles
II in deciding the types of ship he wanted and his relationship with his
master shipwrights.
This fascinating book reveals the many secrets of Charles II’s shipwrights
through an analysis of John Shish’s plans for the Tyger, revealing innovative
practical calculations which differ significantly from the few contemporary
treatises on the subject and the complicated process of constructing the
moulds necessary to make the ship’s frame. All the other duties performed
by the master shipwrights, such as repairing ships, controlling their men
and keeping up with the latest inventions are also discussed in detail.
The Master Shipwright’s Secrets is replete with beautiful and detailed
illustrations of the construction of the Tyger and explores both its
complicated history and its complex rebuilding, complete with deck
plans, internal sections, and large-scale external shaded drawings. The
title also explores associated ships, including another fourth-rate ship, the
Mordaunt, which was purchased into the Navy at the time and underwent
a dimensional survey by John Shish. A rare contemporary section drawing
of another fourth-rate English ship and constructional drawings of Shish’s
later fourth-rate ship, St Albans, are also included.
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Society for Nautical Research Membership
Report
1 January 2020 to 31 March 2020

New members
Rafael Fernandez Hong Kong
John Roberts Camberley, Surrey
Tom Iampietro Wiscasset, Maine, USA
David Winterbottom Stockport, Greater Manchester
Diggory Rose Portsmouth, Hampshire
Paul Chamberlain Waterlooville, Hampshire
Brendan Kinch Murcia, Spain
Dirk Karsten Hamburg, Germany
Dona Willard Island Lake, Illinois, USA
Donald Flander Bloomfield Hills, Michigan, USA
Alain Dodds Greenwich, London
Huw Williams Penarth, Glamorgan
Marti Klein Mission Viejo, California, USA
Denis Vidal London
Charles Duan Washington, Columbia, USA
David Hood Lewes, East Sussex
Stacey Margerum Hastings, East Sussex
Ian Yeates Regina, Saskatchewan, Canada
Aaron Shields Deridder, Louisiana, USA
Paul Sillitoe Frodsham, Cheshire
Brett Klyver Newport Beach, California, USA
Mark Edwards Richmond, Surrey
Tom Cook Maldon, Essex
Karlheinz Becker Bad Rappenau, Germany
Peter Lomdahl San Diego, California, USA
Christopher Wright Ocean City, Maryland, USA
Justin Johnson Poulsbo, Washington, USA
Theo Bullmore George Town, Cayman Islands
Robert Morley Gosport Hampshire
Samuel Scott Woking, Surrey
Jon Mengham Edinburgh
Mark Gray New Malden, Surrey
Ewan Cameron Royston, Hertfordshire
Owen Genat Northcote, Victoria, Australia
M. J. Johnson Falmouth, Cornwall
Benjamin Hall Ruislip, Middlesex
Brian Darracott Maidenhead, Berkshire
David Wu Taipei, Taiwan
Lee McGee Murrysville, Pennsylvania, USA
David Arnott Exmouth, Devon
David Gilmour Canterbury, Kent
Katherine Bone Alabama, USA
David Wilkes Kington, Herefordshire
Charlie Connelly Deal, Kent
Matthew Frick Saint Johns, Florida, USA
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Bruno Angonese Berlin, Germany
New student members
David Pollitt Wallingford, Oxford
Christin Simons Stockholm, Sweden
Justin Anderson Saint Joseph, Minnesota, USA
Rachel Blackman-Rogers Epsom, Surrey
Diane Budden Whiteparish, Wiltshire
Brian Burnett Paddock Wood, Kent
Karl Jacob Sandwich, Massachusetts, USA
John Beiner Madison, Connecticut, USA
Lewis Bain Manchester
Zefeng You Richmond, Surrey
Kate Jamieson Eastleigh, Hampshire
Richard Hendren College Station, Texas, USA
Jannik Eikmeier Bonn, Germany
Ilya Fraynt Moscow, Russian Federation
Stefan Idowu-Bello London
Ben Hudspeth New Tredegar, Caerphilly
Geoffrey Sheldon Calgary, Canada
Reported deaths
Peter Warwick Wimbledon, London
Nicholas Margerum Bexhill-on-Sea, East Sussex
Michael Tosh Montignac, France
P. Sherriff Co. Down, Northern Island
Roger Hart Gosport, Hampshire
Dr Roger Parkinson West Malvern, Worcestershire
R. J. Derrick Courcy, France
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