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Chairman’s Column
I am writing this at the end of a week during which I represented the 
society at two important and poignant occasions. On 21 October, Trafalgar 
Day, I was aboard HMS Victory for the annual service to commemorate 
the victory in the great battle and the death of Lord Nelson. The chairman 
of SNR usually receives an invitation to this; 2020 was an exception due 
to Covid restrictions, so this was the first time I had been able to go to the 
ceremony. This is a great privilege as only about a dozen or so civilians 
are present, and it reflects the powerful historic connection our society 
has with the ship. Reference has already been made in this column and in 
other society communications to the importance of next year, 2022, the 
centenary of both the drydocking of the ship and the creation of the Save 
the Victory Fund which we still administer, and it is gratifying that our 
pivotal role in saving this great national (and, indeed, global) icon is still 
acknowledged by both the Royal Navy and by the National Museum of 
the Royal Navy.

The ceremony itself is a relatively brief affair, consisting principally 
of readings from famous documents such as Nelson’s prayer before the 
battle and Admiral Lord Collingwood’s order for a day of thanksgiving 
to mark the victory, as well as the saying of the naval prayer and singing 
of the naval hymn, ‘Eternal Father Strong to Save’. ‘The Last Post’ and 
‘Reveille’ are sounded by Royal Marine buglers, with all naval personnel 
present saluting through the minute’s silence between the two bugle calls, 
and the Second Sea Lord, currently Vice-Admiral Nicholas Hine, lays a 
wreath at the place where Nelson fell. He does the same on the orlop deck 
at the spot where Nelson died, although anyone who has ever been on 
Victory will understand why the rest of those attending the ceremony do 
not accompany him! In all, it was a beautiful and deeply moving occasion, 
with the continuity of naval history perhaps epitomized by the towering 
presence astern of Victory of the aircraft carrier HMS Prince of Wales. 

On the following day I was in Liverpool to attend a conference in 
memory of our former vice-president, doyen of TV naval historians and 
much loved (and, needless to say, much missed) colleague and friend, 
Professor Eric Grove, who died suddenly in April and whose obituary 
appeared in the August issue of The Mariner’s Mirror. The conference 
was organized by the splendid Maritime History North, an organization 
that Eric was largely responsible for creating and sustaining, and was held 
in the lavish surroundings of the Liverpool Athenaeum, which has an 
impressive collection of maritime material. The guest of honour was Eric’s 
widow, Swee Poh, and the three speakers were all former students of his,  
Professor Andrew Lambert, Dr Jeremy Stocker and Dr Scott Lindgren. 
The conference began with each speaker in turn giving some of his 
memories of Eric, and inevitably, some of these were hilarious – perhaps 
most memorably, Scott’s acted-out demonstration of how students had to 
go into contortions to step over the vast piles of books and papers which 
occupied virtually every inch of floor space, not to mention the chairs too, 
in Eric’s office at the University of Hull. 

The three speakers then addressed their subjects, three admirals who 
became not victorious fleet commanders but giants of maritime strategy 
and naval policy. Andrew Lambert spoke about Alfred Thayer Mahan, a 
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talk that Eric would have given if he had lived, and covered a remarkable 
range of insights about this seminal thinker on naval policy who always 
preferred a nostalgic vision of sailing navies to steam and steel, the realities 
of his day. Jeremy Stocker spoke on Tirpitz, relating his doctrines to the 
famous ‘Thucydides Trap’ which suggests that war is likely when a rising 
power challenges an established one (and which is often discussed these 
days in connection with the relationship between China and the USA). 
Finally, Scott Lindgren spoke on Fisher, providing many insights into this 
most remarkable of British admirals – a man who realized, unusually for 
his time, that an invaluable way to influence the thinking of great men 
was to cultivate the friendship of their wives. The three talks were wide- 
ranging and fascinating, doing full justice to topics that Eric loved and 
often held forth about.

To conclude the conference I delivered a vote of thanks on behalf of 
the audience and the SNR, and had the great pleasure of presenting Swee 
Poh with two framed newspaper obituaries, perhaps the most fulsome of 
the many that were published. In all it was a highly enjoyable and upbeat 
day, if not without an inevitable tinge of sadness, and it was flawlessly 
organized by the small but dynamic team that runs Maritime History 
North. In non-Covid times MHN tries to organize two conferences a 
year at different locations in the north of England, and their next one is 
planned for 31 March next year in South Shields, an event which will be 
held in conjunction with Trinity House. I strongly urge all SNR members 
within geographical range to support MHN events and perhaps even to 
join them. Our society will continue to work closely with MHN in future, 
and we are looking at ways of strengthening our relationship further. 

David Davies 
Chairman, SNR

Editor’s Notes

Welcome to the November 2021 edition of Topmasts. This edition 
reflects the slow re-emerging of nautical history from the rigours of the 
pandemic, and although the conference circuit is only slowly coming to 
life, programmes of lectures are getting back towards pre pandemic levels, 
and now most can be accessed online as well as in person. Podcasts also 
developed rapidly during lockdown, and hopefully these will now become 
a permanent means of disseminating knowledge of our maritime past.

This edition includes an article about a little known aspect of the War 
of 1812 relating to the whaling island of Nantucket and Vice-Admiral 
Alexander Cochrane; an elegant wreck that raises a few questions on the 
River Deben near Sutton Hoo; the development of the Fairmile coastal 
motor boat as a landing craft; a letter to President John Adams from the 
Secretary of the US Naval Department, who was concerned about the 
privateers of Guadeloupe; and a little known mutiny in East Africa. 

This edition also carries two conference reports from the United States; 
news from the recent SNR Council meeting; and the initial programme 
of the newly launched SNR Winter Online Lecture series for members. 
Look out for more information about how access the lectures in due 
course. In his column our Chairman mentioned the close ties between the 
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Society and HMS Victory, and this is reflected in the latest SNR podcast, a 
three-part podcast about the battle of Trafalgar, covering The Eyewitness 
Accounts, Nelson’s Wounds and HMS ‘Pickle’. (Details in the Lectures and 
Podcasts sections)

A big thank you to all the authors who have contributed to this edition, 
and if you haven’t yet contributed, please consider picking up your pen – I 
am always seeking new contributions.

If you have enjoyed reading this edition of Topmasts and you are not 
yet a member, please do consider joining us by going to https://snr.org.
uk/become-a-member/. This will give you free access to every edition 
of The Mariner’s Mirror – many hundreds of articles on every aspect of 
nautical history dating from 1911 to the present day, book reviews, and 
much more. 

Nigel Blanchford 
Editor, Topmasts

Nigel.blanchfords@snr.org.uk 

Nantucket’s Bid for Survival 
during the War of 1812

In the broad context of the rich history of Nantucket, the significant role 
its residents played in developing and controlling much of the global 
whaling industry during the eighteenth and nineteenth centuries has 
defined the narrative of the island. Less known is an event that occurred 
in the early nineteenth century that, for a brief period of time, severely 
disrupted Nantucket’s whaling industry, exposing the island’s connection 
to, and total dependence, on the sea for its economic existence.

In late August 1814, at the height of the War of 1812 and in the midst 
of the Royal Navy’s blockade of America’s coastline, acting out of 
desperation, with no help from the federal or state governments, residents 
of Nantucket took matters into their own hands. Without consent from 
the Madison Administration, island representatives began negotiations 
with the Royal Navy which eventually led, late in the war, to a neutrality 
agreement between Nantucket and the United Kingdom.

Nantucket’s flirtation with neutrality was nothing new. Closely tied to 
the British economy before the American Revolution, Nantucket showed 
little interest in supporting the colonist’s cause for independence. During the 
winter of 1775, Nantucket residents successfully petitioned Parliament for 
an exemption from the New England Restraining Act, which was intended 
to punish the New England colonies for their belligerence by dramatically 
curtailing fishing in the region. The outbreak of fighting was immediately 
felt by Nantucket’s booming whaling business as many overseas markets 
for its whaling products were closed off. Being cut off from its primary 
market in London was especially devastating. With so many of Nantucket’s 
whaling merchants avowed loyalists, coupled with the loss of London as 
a major market for its whaling products, several influential community 
members proposed the island remain an independent or neutral state. As 
would happen again 30 years later, Nantucket sought to isolate itself from 
war. Island representatives met with British commanders in New York and 

https://snr.org.uk/become-a-member/
https://snr.org.uk/become-a-member/
mailto:Nigel.blanchfords@snr.org.uk
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Newport, and an agreement was hammered out in which ‘depredations 
should cease, provided Nantucket observe strict neutrality’.

Some 30 years later, history would repeat itself. With the stirrings of 
another war with the United Kingdom, residents again panicked. On 9 
May 1812, weeks before war was declared, a town meeting was called in 
which the impacts of another war were deliberated. A petition was drawn 
up and sent to Congress, pleading that the United States not to go to war 
with Britain. The petition detailed the harsh treatment and severe impact 
the American Revolution had on the island. It also addressed concerns 
regarding Nantucket’s isolated location and how defenceless it would be 
to invasion.

The pleadings fell on deaf ears. A few days after Nantucket’s residents 
learned that war had been declared, noted resident Keziah Coffin Fanning 
wrote in her diary, ‘Sorrow and distress are on the minds of people in 
consequence of War. Many families have hurried off and left.’ Once war 
broke out, as residents predicted and feared, the impact on Nantucket’s 
whaling industry was felt almost immediately. On 9 July 1812, less than 
one month after war was declared, while on a whaling voyage in the 
Atlantic, Mount Hope, a whaling schooner from the island, was burned 
with its catch of 170 barrels of sperm oil and her crew held prisoners. 
And while the Royal Navy’s a blockade was not yet in fully in place, most 
of the island’s whaling vessels were well out to sea in the far reaches of 
the Atlantic and Pacific oceans, in danger of sharing the same fate as the 
Mount Hope.

When in February 1813 the British Parliament ordered the Royal Navy 
to begin blockading the United States (a tactic it had used so effectively 
in defeating Napoleon), the blockade order only covered the Chesapeake 
Bay and Delaware Bay. New England was not subject to a strict blockade 
early in the war due to its historic cultural and economic ties to Britain 
and because the British government hoped to pry New England away 
from the United States. A factor in the intentionally ‘porous’ blockade of 
New England was the importance of its grain crop. With failed harvests 
becoming a common event in Britain in the early 1800s, much of grain 
which fed General Wellington’s armies in the Peninsular campaigns 
beginning in 1808 in Spain against Napoleon did not come from Britain, 
but from the United States.

The situation changed dramatically in the spring of 1814. With Napoleon 
defeated, British reinforcements began arriving to North America from 
Europe. Tired of the unnecessary war with the United States and weary 
from two decades of wars with France, Parliament in early 1814 ordered 
the Royal Navy to escalate the war with America at sea. Responding to 
War Secretary Bathurst’s orders and his desire to ‘make mercantile centers 
of New England feel the pressure of war’, Vice-Admiral Alexander 
Cochrane, Commander-in-Chief of the Royal Navy’s North Atlantic 
Station, issued a proclamation in April 1814 extending the Royal Navy’s 
blockade to immediately include New England.

The blockade straightaway impacted Nantucket disproportionately 
harder than the mainland. It effectively isolated the island it by shuttering 
its dominant employment and wealth-generating whaling industry, while 
cutting the island off from the mainland from which it imported virtually 
all of its food and fuel. Adding to the desperation was a spiritual factor. 
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The majority of Nantucket’s 7,000 residents were Quakers, who were 
strongly opposed to war.

Blockading Nantucket proved to be a relatively easy assignment for 
the Royal Navy. Small in size (48 square miles), and 30 miles from Cape 
Cod, Nantucket was easy to isolate. Surrounded by shallow waters and 
shifting sandbars and having only one, narrow, navigable channel leading 
to its only harbour made it easy for a small blockading force of warships 
or privateers to completely shut things down. The ease of maintaining 
the blockade was demonstrated in late June 1814 when a single tender, 
containing one gun and 12 sailors from the frigate HMS Nymphe, blocked 
the entrance to the island’s harbour, making access impossible. Nantucket 
historian Edouard Stackpole wrote, ‘the island’s whaling fleet and coastal 
vessels bringing supplies from the mainland were easy prey for a host of 
privateers and British cruisers.’ On 23 August 1814 Nantucket resident 

Figure 1 Blockade proclamation of Vice-Admiral Alexander Cochrane, 25 April 1814 (Courtesy 
of Lilly Library, Indiana University, Bloomington)
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Matthew Clark wrote a lengthy letter to General Henry Dearborn, 
customs collector for the port of Boston, describing the Royal Navy brig 
HMS Nimrod anchoring off the Bar and sending representatives to meet 
with town representatives.

The situation of Nantucket is truly critical; a single Gun Boat, 
could effectively Blockade the entrance to the Harbour, as utterly 
to prevent all manner of ingress and egress . . . the demolition of 
every Dwelling House and Building on the Island could be readily 
effected; without hazard to the enemy, as all sort of defence is 
utterly impracticable.

With their plight worsening and without much sympathy or support 
from the federal or state governments, in the summer of 1814, the islanders 
chose to take action.

In late spring of that year, the Washington Benevolent Society, a mostly 
federalist island group opposed to the war, sent a committee to meet with 
the Royal Navy Captain Milne, who was in charge of blockading Boston 

Figure 2 Graphite drawing by Edwin Hayes of Fifth Rate frigates, the type of HMS ‘Nymphe’ which blockaded 
Nantucket harbour (Courtesy of the National Maritime Museum, Greenwich London (PAD 9543))

Figure 3 Illustration by William Coffin in ‘Obed Macy: A history of Nantucket’ (Boston, 1835, iv)
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Bay. After brief negotiations, an agreement was reached to allow the 
islanders to send vessels to the mainland to import only essential food and 
fuel. This did not last long. The agreement was rescinded on 5 August, 
when it was found that the first vessel from the island stopped by the 
British squadron contained supplies being shipped for profit. After the 
failure of that effort, the islanders thought it best to deal directly with the 
new commander in chief in North America’s Atlantic blockade directly, 
Vice-Admiral Alexander Cochrane.

On 22 July a petition signed by 225 mostly Federalist residents of the 
island was sent directly to Cochrane seeking relief from the blockade. The 
appeal was based on humanitarian reasons, explaining the island’s isolation, 
lack of natural resources, and opposition by its dominant religious group, 
the Quakers, to the war. Not wanting to be out done by the Federalists, 
town officials, mostly comprised of Madison Democrat-Republicans, 
called a town meeting on 23 July to discuss declining stores of supplies 
and how best to approach the British. The selectman (a member of the 
local government body) chose Silvanus Macy and Isaac Coffin to act as 
commissioners to negotiate with the British. They set sail aboard the 
sloop Hawk on July 28 for Bermuda to meet with Vice-Admiral Cochrane 
where they believed he was stationed. The commissioners’ instructions 
from Nantucket’s governing body were explicit. They were to explain 
the urgent plight the blockade had placed them in and, for humanitarian 
reasons, plea that Cochrane grant them passports to import food and fuel 
from the mainland. They were also to seek permission to resume whaling 
and fishing, their only significant means of livelihood.

Unbeknownst to the commissioners, when they finally caught up with 
and met with Cochrane in the Chesapeake in late August, he was aware of 
the situation and sought to exploit it. He had already directed one of his 
senior commanders, Rear Admiral Henry Hotham, to investigate. If the 
islanders’ claims were found to be true, Hotham was empowered to issue 
passports allowing the importation of necessary provisions. On August 
23, 1814, a proposal from Hotham was delivered to the island under a flag 
of truce. If Nantucket’s residents were to declare themselves ‘absolutely 
neutral’, deliver up any military stores held on the island, and provide 
any surplus supplies to British ships, a specified number of vessels would 
be permitted to import wood, provisions and other needed supplies. A 
town meeting was held that same night, and Nantucket residents officially 
agreed to the terms of Hotham’s neutrality offering. A contingent from 
the island set sail for Long Island where Hotham was stationed. The 
neutrality agreement was signed in Hotham’s cabin aboard the HMS 
Superb on August 28.

All of this occurred while the ‘official representatives’ from the island 
were meeting with Cochrane in Chesapeake Bay. After hearing their issues, 
Cochrane gave the group messages to deliver to Hotham in New London. 
When they presented themselves to Hotham, they learned that they were 
behind the times. A neutrality agreement had already been negotiated.

The neutrality agreement provided a degree of relief for the islanders 
but not nearly as much as they had hoped for. A limited number of safe 
passage passports allowed Nantucket vessels to obtain provisions from 
the mainland, which alleviated some, but not all, shortages of food and 
fuel. Even with the passports, some of the island’s boats were reluctant to 



Topmasts no. 40

9

leave Nantucket for fear of being captured 
by Royal Navy or pro-British privateers, 
not all of whom respected the passports’ 
authority. However, the key area which the 
Nantucketers sought relief – freedom to 
resume whaling – was met with a resounding 
rejection from Vice-Admiral Cochrane. 
Since the neutrality agreement happened 
so late in the war and a peace treaty was 
signed on Christmas Eve 1814, the full 
repercussions of the agreement and how it 
would have withstood the delicate political 
balance the islanders had placed themselves 
between the United States Government and 
Great Britain became a moot issue.

So what were Vice-Admiral Cochrane’s 
true intentions in offering neutrality to 
Nantucket? Some historians have suggested 
it was his way of embarrassing the Madison 

Administration and driving a wedge between the island and the US 
government. Others believe he wanted to coax the skilled Nantucket 
whalers and the lucrative Nantucket whaling industry to move their 
operations to British territories, preferably to Nova Scotia. Or perhaps it 
was just a humane gesture from what many historians consider a cold and 
calculating man.

In much of this bit of history, the United States government remained 
indistinct and silent. This was due in part to its lack of a naval force 
sufficient to break the blockade. There was also little sentiment on the 
Madison Administration’s part to come to the islanders’ aid given the 
pro-British, anti-war leanings of the majority of the islanders. In the end 
however, the overriding factor preventing the federal government from 
focusing on Nantucket’s plight was a much larger, immediate issue - its 
own survival.
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Revelation of a significant wreck 
on the River Deben

The lines of a vessel bear a close resemblance to music; they speak for what 
is behind them and affect the mind strongly, whether or not understood.  
A tiny degree of ‘wrong’ in the sheer line is the same as musical bum note. 
There is another similarity. Just as the ear knows instantly the hand that 
wrote two or three musical compositions, with accumulations of chords 
and signature patterns often the same, so it is with the eye. The lines of 
vessels, be they ever so different in form and use, often betray the hand of 
the architect who conceived and drew them.

On the southern bank of the Deben in Suffolk, England, below the 
Sutton Hoo Estate, lies one such example, a remarkable wreck, which 
may have gone unregarded since it was abandoned, part broken up, in the 
1930s. Aerial photographs of it exist in Google Earth from 1945 to 2020.

Seen from across the river, it arrests the eye by the beauty of its visible 
lines revealing the promise of a very fine underwater form. With its bow to 

Figure 1 The wreck of the dredger on the Deben seen by Google Earth (top) and the wreck today before high tide 
(Photograph © Claudia Myatt 2021
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the south-west downstream, and its sternpost rising vertically over what 
remains of the propeller gland, it appears from above as an ellipse, being 
partially dismantled to the waterline. A solidly built iron ship, what is 
left is substantial (about 123 feet (37.5 metres) length and 19.18 feet (5.85 
metres) beam).

What and who is she?
Local information says it is steam dredger. Can that be correct? How do 
such ravishing lines and age of the nineteenth century add up to the word 
‘dredger’? What genius built this to dredge? On the face of it the hull is 
that of a steam and sail vessel used as transport or yacht, and that by no 
mean hand.

Initial results support the local information.

. . . south bank of River Deben opposite Limekiln Quay, 
Woodbridge. Large vessel, circa 40 m in length, long lenticular 
shape, with pointed prow and stern . . . Hulk of an iron steam 
dredger, The Holman Sutcliffe, of circa 1890. Brought to 
Woodbridge by Jock Pollock, who dredged gravel from ‘the bar’. 
Broken up in the dock at Limekiln Quay in late 1920s/early 1930s. 
https://heritage.suffolk.gov.uk/Monument/MSF17225

And another reference begins the voyage towards understanding.

. . . in 1913 Bristol Sand & Gravel purchased the 1868 built, 
Boston registered Holman Sutcliffe and converted her to an 
aggregate dredger as such she traded until scrapped in 1932. 
http://sandsuckers.blogspot.com/2017/01/bristol-channel-trade-
1912-to-1950.html

In A Century of Sand Dredging in the Bristol Channel, volume 1, The 
English Coast (P. Gosson, 2011) she is identified as the first suction dredger 
at Bristol. A photograph appears of her at Hotwells, Bristol, (figure 2 
below) and a history is given as follows.

Name    Official number Flag IMO
lady alice kenlis 60309   GBR
Year built   Date launched  Date completed
1868    12/1867
Vessel type Vessel description
Cargo  Iron Screw Steamer
Builder    Yard  Yard no
J. & R. Swan, Maryhill, Glasgow Kelvindock
Tonnage  Length  Breadth Depth Draft
214 grt /126 nrt / 123.3 ft  19.6 ft  9.8 ft
Engine builder Greenock Foundry Company, Greenock
Engine detail
C2 cyl I.DA. (22 & 18 in) 50 nhp, 1-screw
1878 re-engined by R Smith, Preston
C2Cy (16 & 32 x 18”) 50 nhp
1889 New Boilers.

First owner Hugh Andrews Jnr, Belfast 
First port of register Belfast 
Registration date 20/03/1868

http://sandsuckers.blogspot.com/2017/01/bristol-channel-trade-1912-to-1950.html
http://sandsuckers.blogspot.com/2017/01/bristol-channel-trade-1912-to-1950.html
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Other names
isabel andrews (launch) – 1909 holman sutcliffe
Subsequent owner and registration history

1871 Edward Henesey and Co, Dundrum
1872 East Downshire Steam Ship Co Ltd, Dundrum 1874
   John Paley, Preston.
1878 John Jackson and Co., Preston.
1883 Thomas Jackson, Ashton on Ribble, Preston – registered
   Preston
1887 Thomas Jackson, Preston.
1890 Edward R. Jones, Liverpool.
1895 Mrs. Louisa Jones (Edward R. Jones, manager), Liverpool.
1908  John B. Sutcliffe, Boston, Lincs – reg Boston
2/12/1908 Sutcliffe and Co, Boston. 25/3/1913 John R Rix, Hull.
13/11/1913 George F Peters, Bristol
2/1/1916 Mrs Mary J Peters – mng Fred E Peters, Boston 1918 reg
   Bristol
7/4/1924 Bristol Sand and Gravel Co Ltd – mng Frederick E Peters, 
   Bristol

Vessel history Launched as isabel andrews
On service between Dundrum, Whitehaven and Belfast
by 1889 altered, 194 grt 75 nrt
1913 converted to suction dredger

Remarks
End year 1930
Fate/Status Broken Up 20/06/1930
Disposal Detail Arrived at Wivenhoe for demolition by Stewart Pollock, 
Wivenhoe.

Figure 2 ‘Holman Sutcliffe’, steam suction dredger, converted from the steam coaster Lady Alice 
Kenlis of 1867, built by Swan Brothers, Maryhill, Dumbartonshire. It is fully identified at http://
www.clydeships.co.uk/view.php?ref=22136

http://www.clydeships.co.uk/view.php?ref=22136
http://www.clydeships.co.uk/view.php?ref=22136
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This Clydeships recording, and her entries in Lloyds Register of 
Shipping, provide the final evidence that the Deben wreck was built as 
Lady Alice Kenlis a sail-and-steam screw ship with three masts, schooner 
rigged of dimensions closely resembling those of the wreck.

She so remained until sold to Holmans at Boston, Lincolnshire in 1908 
(and maybe until 1913 when converted). She was created to trade between 
Belfast and ports on the north-west coast of England and Scotland. She 
carried passengers and varied cargo, from livestock to steel plate, as widely 
reported in the newspapers of the time. In 1875 she was advertised for sale 
in the Liverpool Mercury on 18 October as follows.

214 tons gross, 156 tons net register; built under special survey by 
Messrs J. R. Swan, Glasgow in December 1867 and classed *AA1 at 
Lloyds. Has two inverted direct acting engines of 50 horse power, 
by the Greenock foundry; diameter of cylinders 22 inches, length 
of stroke 18 inches; steams 7½ to 8 knots on a consumption of 7 
hundredweight an hour. Is one of the strongest boats afloat having 
been specially built to carry heavy cargoes, and take the ground 
in dry harbours. It is abundantly found and quite ready for sea. 
Dimensions: length 123.3 feet; breadth 19.6 feet; depth 9.8 feet.

This confirms why she could eventually wind up being converted, 
ignominiously, to sand dredging – she had a decent hold and particular 
strength, with the added advantage of being able to take the ground. This 
was desirable for ships dredging in the Bristol Channel, which commonly 
laid over on a convenient bank between tides to maximize time working. 
By great good fortune a painting of her as launched survives at Harris 
Museum and Art Gallery, Preston (figure 3).

Again the observation of her beautiful hull form comes to the fore; seen 
in the wreck, then as a sand dredger and now in her portrait as first built. 

Figure 3 The ‘Lady Alice Kenlis’ (© Harris Museum, Art Gallery & Library, Preston, also accessible at https://
artuk.org/discover/artworks/the-lady-alice- kenlis-151989/search/keyword:lady-alice-kenlis--referrer:global-
search
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In particular her plumb stem and fine stern echo something else; but what? 
She betrays the hand of a fine naval architect. Who at Swan’s yard designed 
her? Following up on the launch name Isabel Andrews reveals nothing. It 
is as Lady Alice Kenlis, that a truly astonishing answer is found.

Of national and international importance?
Robert E. Brettle, in his book The Cutty Sark: Her designer and builder 
Hercules Linton (Cambridge, 1969) produces evidence that Hercules 
Linton accepted private commissions before he and William Dundas Scott 
formed Scott & Linton and built the Cutty Sark. Brettle (who married a 
granddaughter of Linton) had at his disposal family papers

He found notes by Linton himself, and newspaper cuttings in a scrap 
book, stating that Linton designed and supervised the building of the 
Lady Alice Kenlis. The newspaper reports were highly complimentary and 
are comprehensively quoted, although Brettle did not know where they 
originated, because the cuttings were not identified. These have now been 
found.

Lady Alice Kenlis created an unusual stir upon arriving in the Abercorn 
Basin, Belfast on her maiden voyage from Ardrossan laden with 260 tons 
of coal. She had taken the passage in 11 hours 40 minutes against a heavy 
head wind and had reputedly achieved 10 knots. (The straight-line distance 
is approximately 70 nautical miles so the alleged time may lead to a near 
average of 6 knots.) The report in The Belfast News-Letter for Monday, 16 
March 1868, describes her as of very handsome appearance and well fitted 
for her intended trade, which was traffic in cattle, goods and passengers. 
So far so good, but as the saying goes, ‘There’s more.’

Linton is personally praised by Hugh Andrews Junior, for whom the 
ship was built, and she impresses the newspaper reporter not only by her 
fine lines but her build, described as of extraordinary strength, ‘similar to 
the gunboats of Her Majesty’s Navy’. Her plate exceeded, by one sixteenth 
of an inch, Lloyds Rules and,

twenty tons more iron being used in the construction than specified 
by Lloyd’s. It is fitted with a strong box keelson, twelve inches by 
ten, two bilge angle irons and side girders, with double reverse bars 
running to the upper turn of the bilge, and reverse bars running 
alternately to the gunwale . . . the keel, stem and stern posts . . . 
larger than required by Lloyd’s rules. An important feature in the 
construction is the existence of two outside keels running the entire 
length of the flat of the floor, which will enable the vessel to take 
the ground with greater safety. The engines were supplied by the 
Greenock Foundry Company, and are built on the direct-acting 
condensing principle. They are nominally of 40 horse power, and 
are fed by two tubular boilers with two furnaces. The engine-house 
and boilers are secured by a strong teak-wood frame, water-tight, 
with skylight, which will be found very serviceable in heavy seas 
by protecting the fires. There is also a donkey-engine for supplying 
steam to the windlass, situated abaft the foremast, for the discharge 
of cargo and the loading of cattle and merchandise—the smoke 
being conveyed by pipes into the main funnel, so as not to obstruct 
the view of the Steersman. The ship is rigged as a fore-and-aft 



Topmasts no. 40

15

three masted schooner, with all the modern appliances, including a 
steam patent windlass for lifting [the] anchor. The three masts are 
of Savannah pitch pine, of one length from keel to truck, and the 
compasses are of the finest description—similar to those used in 
the West Indian and Pacific mail steamers.

The lines of the wreck have provoked a journey of research leading to 
something highly unusual. Although different, Hercules Linton’s magical 
clipper hull design, now at Greenwich, was preceded only two years before 
by his potentially fascinating vessel, now a wreck on the Deben. Still here 
for all to see more than 150 years later, like her famous big sister, there is 
something about the Lady Alice Kenlis that speaks, almost from the grave 
– and acknowledges Linton as exceptional. even to those of his time.

The future
Whether she is as important as suspected is up to those with greater know-
ledge and authority to say. Purely as a national heritage artefact, marine 
or otherwise, this wreck of a once proud vessel designed and built by an 
acknowledged genius in Britain’s maritime history seems to be of out standing 
merit. At the time of writing it may well be that no similar case exists.

It is worth celebration, may well reward further research and might 
contribute to further understanding the mind of Hercules Linton. It 
should attract national surveying and recording and deserves the attention 
of Royal Museums Greenwich and National Historic Ships. Above all, 
Lady Alice Kenlis is surely a priority candidate for the Protection of 
Wrecks Act 1973.

Acknowledgements
We thank Dr Pieter Van Der Merwe, Dr Eric Kently and Claudia Myatt 
for their kind encouragement and help in producing this article.

© 2021 A. C .S. and D. P. Payton
SNR Members

Figure 4 A bright future for the dredger? (Photograph © Claudia 
Myatt 2021)



Topmasts no. 40

16

The Fairmiles and their Assault Landing Craft 
Version of World War Two

The background to landing craft development
The appointment in early 1942 of Louis Mountbatten to the post of Chief of 
Combined Operations, was formal recognition of the need for such a charism-
atic personality to mastermind unified joint control of all three services. A 
need heightened by the critical amphibious operations yet to come.

Dieppe 1942
After his appointment Mountbatten and his staff at Combined Operations 
planned a substantial landing on a section of the French coast. Perhaps a 
little over confident from a previous success, that of Operation Chariot, 
the St Nazaire raid in March 1942, they organized what came to be called 
a Reconnaissance in Force.

Operation Jubilee, took place at Dieppe in August but in contrast to 
what had happened at St Nazaire, with its far more specific objectives, the 
landings were a disaster.

Learning lessons at Dieppe
Arriving at Dieppe beach and attempting to move inland, much of the 
invading force was pinned down on the sloping beach, almost at waters 
edge.  This included the requisite armour in the form of Churchill Infantry 
tanks, landed from Landing Craft Tanks (LCTs). Unfortunately the 
topography of the seafront area in front of them gave clear fields of fire 
for its German defenders. This showed up quite graphically in some of the 
pre-war holiday snaps furnished by the public, when these were supplied 
in response to a call for intelligence about the terrain of sections of the 
French coastline.

The casualty rate at Dieppe was particularly tragic. This fell on the 
inexperienced men of the Canadian 2nd Division. In the event somewhat 
under 1000 of their number were killed and around double that number, 
taken into captivity. The view that ‘lessons were learnt’ could never 
compensate for the loss of life and waste of men and materiel that took 
place on that day. Future allied amphibious landings, by and large, avoided 
the Dieppe mistakes with much reduced casualty rates.

Key lessons learnt which would influence future operations included 
obtaining much better intelligence of beach conditions, the need to lay 
on supporting bombardment of defensive positions and a requirement to 
develop more specialised landing craft.

Landing craft: possible solutions
The needs of amphibious landings were to figure strongly in the minds of 
the military and naval planners during 1942–3. Further experience of the 
use of landing craft was gained during Operation Ironclad, the invasion of 
French-held Madagascar in the Indian Ocean. Close collaboration with 
the US Navy resulted in attempts to develop a range of landing craft to 
meet all expected needs. This was never a question of a ‘one size fits all’ 
approach to the problem.
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Work on both sides of the Atlantic bore fruit. By the beginning of 1943 
the requirement to land a platoon sized body of troops was met by the 
British Landing Craft Assault (LCA) of which 2,000 were eventually built. 
A US equivalent the LCVP or Landing Craft Vehicle Personnel designed 
with a vehicular capability was built in much larger numbers. Production 
of these eventually reached the impressive total of over 20,000. This figure 
reflects the demands made on the Americans in the Pacific, along with the 
capacity of US industry to meet demand.

Special needs for a special task
The need for a range of different types of landing craft, to be delivered in 
quantity, was firmly established by 1943. However LCAs and LCVPs were 
small craft and only intended to meet a ship to shore requirement. Being of 
a small size and tonnage these were easily carried in numbers by freighter-
sized landing ships. Their design and performance left them vulnerable 
when deployed against heavily defended beaches. For amphibious assault 
under the conditions anticipated in an invasion of Europe a larger, faster 
craft was required by the British. This would be able to make its own 
way to the enemy coast from invasion ports in Britain and land troops on 
beaches under fire. The answer came in the form of an adapted version of 
the Royal Navy’s D Class Fairmile MTB/MGBs.

The Fairmile series of launches
Otherwise known as dogboats after the phonetic alphabet name for their 
initial, these proved their worth at flotilla strength in the Royal Navy. The 
Fairmiles were an intriguing family of craft. Built large enough for Coastal 
Forces purposes, they were all basically of ML/MTB/MGB configuration, 
and eventually rendered excellent RN service in different forms from A 
to D. They were somewhat larger than similar Coastal Forces craft built 
by other firms, typically some 30 to 40 feet longer and of greater tonnage. 
Versatility was the keynote of their design. Just over 750 Fairmiles of all 
four developing types were built during the Second World War, with a 
significant proportion launched from overseas yards.

The Fairmile system
Designed at a location of that name in Surrey, Fairmiles were the brainchild 
of a former First World War Royal Navy officer, Lieutenant Macklin. His 
experience of coastal warfare convinced him of the pressing need for large 
numbers of light craft to allow destroyers and sloops to take a wider role, 
by taking on their roles as coastal convoy escorts etc.

With the pace of war quickening during 1942–3 additional small war-
ships were needed quickly. Macklin found an answer to the need for speedy 
delivery in a system based on the manufacture of standardized pre fabricated 
timber parts. Delivered sequentially to selected small boat-builders, in what 
amounted to kit form, they represented what might be called ‘flat packs’. 
The construction principle was a simple one based on laminated timber 
frames and longerons, with decks and hulls formed by double diagonal 
cross sheathing. The build involved a considerable use of marine ply.

Fairmile boatyards
While the principal fleets of MTBs, MLs and MGBs in service with the 
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RN were built at traditional waterside boatyards by firms such as those 
located around the Solent like Thorneycrofts and Vospers, the Fairmile 
brood were contracted to be built in small numbers, by a multitude of 
smaller yards, upwards of eighty in total. The work was often undertaken 
by firms relatively inexperienced in building such craft. Above all, and 
unlike that of the larger companies, this innovative manufacturing 
campaign was masterminded from an inland location, some 40 miles from 
the coast. Fairmiles of one type or the other were also eventually built in 
Egypt and the Commonwealth.

Fairmiles in service
Fairmile craft performed well when taken into service with the Royal 
Navy. Changes to hull shape reflected improvements in sea-keeping and 
changes in their roles (see figure 1).

While the initial A model had some limitations, the B and C Fairmiles 
showed great adaptability for a wide range of duties. As an example the ML/
MTB/MGB configuration lent itself to modification as Inshore Minesweepers 
or Minelayers and a small number were modified as Long Range Rescue 
Boats. In particular, when modified, deck fixing-points permitted different 
suites of weaponry and stores to be attached and operated.

Conversion to landing craft
With the arrival of the fourth Fairmile design, the D Type or dogboats, 
con sideration was given to their adaptation for assault landing craft pur-
poses. Thus modified it was believed they would provide a larger, faster 
and less vulnerable complement to the LCAs. A small number of the type 
were modified to take on this new role. They were known as H Type 
Fairmiles with landing craft classification as Landing Craft Infantry 
(Small) or LCI(S)

Dogboats underwent several modifications for their landing craft role. 
These included lighter construction, although still retaining the well tried 
technique of double diagonal ply for decks and sides. In addition, a reduced 

Figure 1 Modification of Fairmile ‘D’ bow for conversion to landing 
craft (Author’s drawing)
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and simplified bridge superstructure lowered the profile of the craft, ‘the 
bare essentials’ as it was called. Figure 2 shows an H type Fairmile of the 
Landing Craft Support (Large) or LCS(L) 2 type which, apart from its 
turret installation, is almost identical to the LCI(S).

In keeping with its landing craft function, accommodation was provided 
for around 100 officers and men housed wholly below deck with on-deck 
stowage for 18 bicycles. Twin 1100/1500 hp supercharged petrol engines 
were retained, de-rated to give a maximum of 15 knots, with a range of 
500 miles.

A distinctive feature of the Landing Ships Infantry (Small), or LSI(S), 
as they were designated, was the truncating of the sharp prow of the D 
Type into transom form so as to enable exit points to be provided for four 
ramps. Ramps, it was believed that would enable rapid disembarkation of 
the attacking force. A limited amount of armour was added to hull and 
superstructure, consisting of high strength steel but adequate only for a 
degree of protection from small arms fire.

D-Day and beyond
Early morning on 6 June 1944 saw the presence of a whole range of 
different landing craft off the Normandy coast, participating in Operations 
Neptune and Overlord. An important task on D-Day for some of the 
Fairmile LSI(S), was the deployment of 4 Special Service (Commando) 
Brigade. This was landed at St Aubin-sur-Mer on Juno Beach, under the 
command of the British First Corps, so as to fight on the left flank of the 
British invasion force.

The landings
Sniper and mortar fire from the heavily defended beach area, raked the 
landing craft on the run-in on D-Day. In addition, as they approached 
the beach, several LSI(S)s were holed by beach obstacles such as steel 
tetra hedrons, with Teller Mines placed on top of poles also causing much 
damage to the invading craft. Burdened with upwards of 60 pounds of 
equipment and in many cases still suffering from seasickness experienced 
during the rough night crossing a number of Commandos, heavy with kit 
were thrown or fell into the water, often out of their depth, as a result of 
the explosions.

Figure 2 Fairmile Type H, LCS(L)2. Showing modification of LCI(S) (Author’s drawing)
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Disembarkation
In addition to the casualties caused on the run-in, men who did make it to 
the stage of disembarking from the bows, often lost their footing, being 
weighted down with their weapons and equipment. What were described 
as ‘hen coop’ ramps, hastily improvised steeply sloping timber ramps, 
gave only precarious footholds for the Commandos, especially when shod 
with military footwear. The high freeboard of the Fairmile landing craft 
mitigated against shallower, duckboard gradients. In what was a clearly 
an understated assessment of the craft, an eye-witness described the ‘LSI 
(S) as being ’not the most suitable possible craft for a quick landing under 
fire in a rough sea’. In other words not fit for purpose, despite their many 
modifications.

Arming the Fairmile landing craft
Notwithstanding their obvious shortcomings as landing craft, further 
versions of the LSI (S) were adapted to create makeshift gunships by 
fitting armoured car or tank turrets on their foredecks, (as shown in sketch 
B). Arming the landing craft with 2-pounder or 6-pounder ordnance in 
armoured car or infantry tank turrets respectively, underlined the critical 
requirement for close-in support, to help suppress fire from beach 
defences. When modified in this way, with the heavier calibre gun, craft 
were classified as LCS (L) 2, and with the lighter calibre gun LCS(L) 1.

Further Fairmile contributions
There is little doubt the LSI(S), in delivering among others the Special 
Forces component, made a valiant contribution to the success of the June 
1944 D-Day landings. They were to go on to play an equally important 
part in the fiercely contested Commando landings on Walcheren, at the 
mouth of the River Scheldt, the following November.

Seen in retrospect, the Fairmile concept was proven to have great 
flexibility, the craft lending itself to a wide range of different roles. 
Fairmile MLs and MGBs in particular rendered great service to the Royal 
Navy during WWII, punching well above their weight, especially during 
Combined Operations actions, such as the Bruneval raid.

Overseas service by Fairmiles
Fairmile activity was not just confined to home waters. Important con-
tributions were made by Motor Launches in the Adriatic, with a flotilla 
based at Vis, which harried German movements along the Dalmatian Coast 
in support of the Yugoslav Partisans during the latter stages of the war. 
Three flotillas of Fairmile Bs served in the Far East. XIV Army advances 
in late 1944 down the Burma Coast, as part of the Arakan Campaign, 
were assisted by Fairmile Boats. Assaults from seaward in the Akyab 
area included those by the Special Boat Squadron. Detachments from the 
SBS embarked on MLs, made up raiding parties who were able to bring 
pressure on the retreating Japanese from seaward, forcing them to face 
road blocks inland on their way south.

Conclusions
It can be seen from just these few examples that the later Fairmile Boats 
possessed inherent flexibility and multitasking potential. While this may 
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be true for the majority of roles, including those they were called upon to 
perform in many overseas locations, it can be argued that in the LSI(S) this 
capability was perhaps, being stretched too far. Given that ease of rapid, 
safe disembarkation was such a critical factor in the design equation for 
any type of landing craft, the use of the Fairmile Boats met with mixed 
success.

Jim Humberstone
Member, SNR

Letter to the President
Early American Seapower and some Caribbean 

Operations of 1798

The president of the title was John Adams, immediate successor to George 
Washington in that cardinal role within the United States. The man 
who wrote the letter was Benjamin Stoddert, Secretary of the US Navy 
Department, in effect the administrative head of that service. And the 
troubled year of 1798 was the setting for remarkable developments within 
the confrontation that would eventually become known as the Franco-
American Quasi-War.

In the period considered here, the Caribbean theatre formed the arena 
for noteworthy struggle; warlike, commercial and ideological.  Thus, there 
are various perspectives within which such matters can be examined. In 
this present instance, the chosen perspective is centred on the developing 
status and role of the US Navy.  In that regard, the Franco-American 
Quasi-War involved very real hostilities but, for reasons of their own, 
neither the French nor the Americans formally declared war. This 
eventually facilitated fruitful diplomacy leading to a reasonably secure 
peace between the two nations, very early in the 1800s.  In turn, this led 
on to the Louisiana Purchase and a huge increase in the territory and 
ambitions of the United States.

Back to Benjamin Stoddert’s letter itself! Dated 25 August 1798, and 
dispatched from Trenton, New Jersey, its main theme was the safeguarding 
of the numerous American merchant vessels trading into Caribbean 
waters. On that topic, Stoddert gave much attention to the threat from 
privateers flying the tricolour ensign of Revolutionary France. Under the 
circumstances this was not surprising, nor was Stoddert’s obvious wish ‘to 
lessen the Evil’, as he expressed it. Problems abounded, though, illustrating 
the complexity of current Anglo-Franco-American interaction in the West 
Indies.

All things considered, it is not surprising that Stoddert’s letter contained 
trenchant reference to the French island colony of Guadeloupe. Situated 
in the eastern part of the Caribbean theatre, and well-placed to intervene 
against various shipping routes, Guadeloupe had become a particular source 
of American animosity. The period 1796–8 was witness to an extraordinary 
campaign of privateering from Guadeloupe, urged on relentlessly by 
Victor Hugues who, at that time, was the dominant figure within the 
colony’s affairs. An article of mine, dealing with this same campaign, was 
accorded The Mariner’s Mirror’s ‘two hundredth anniversary’ treatment 
in 1997 (vol. 83, 303–9).
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At an early stage of his letter, Stoddert commented on the sheer 
size of Guadeloupe’s flotilla of privateers, estimating that the current 
number was between 60 and 80 raiders, and stating that this was based 
on ‘information which cannot be doubted’. Two additional points should 
be made here. First, that the Royal Navy’s Leeward Islands Command 
had recently reported that commerce raiding seemed to have become the 
‘sole Object’ of the Guadeloupean authorities.  Second, that the terms 
‘privateer’ and ‘privateering’, as used in the present context, were (and 
remain) a useful enough description of what was involved. But much of it 
was not privateering in the ordinary sense of that word. Hugues was able 
to direct Guadeloupe’s flotilla and prize-court with a ruthless application 
which evidently reflected his earlier experience as a public prosecutor in 
metropolitan France during the Jacobin phase of the Revolution. In that 
regard, it should be noted that the celebrated A. T. Mahan, the US Navy’s 
scholar–admiral, considered that Victor Hugues ‘seems to have embodied 
in himself the best and worst features of the men of the Terror.’

In the middle part of his letter, Secretary Stoddert supplied President 
Adams with his views on several matters of background to the current 
situation in the Caribbean theatre. Not all of these views coincided with 
opinions held by some very influential Americans at that time. Perhaps 
for that reason, a few passages in Stoddert’s letter were somewhat unclear. 
He was clear, however, when he stated that ‘The French Privateers are but 
badly prepared for action.’ He considered that they were often defective 
in terms of carriage-guns, and that they provided very poor quarters for 
their crews. There was undeniably a measure of truth in such remarks, 
but the fact remained that these (sometimes hurriedly improvised) raiders 
were nevertheless the cause of serious problems for American merchant 
shipping.

Stoddert seems to have believed that, in general, the British naval presence 
in the Caribbean failed ‘to annoy much’ the troublesome privateers. On 
that point, he was certainly in error. For example, for the years 1797–8, the 
Leeward Islands Command reported to London its elimination of at least 
70 Guadeloupean raiders (lacunae in the surviving documentation make it 
impossible to be precise regarding several other privateers that may have 
been Guadeloupian). On the subject of British naval escorts for some 
American freighters, Stoddert seemed to suggest that such arrangements 
were perhaps made for merely propaganda purposes. It should be kept 
in mind that the circumstances of the Quasi-War (i.e. the lack of a formal 
declaration) meant that the British and Americans could not be allies, just 
co-belligerents at most.

Towards the end of his letter, Stoddert returned to the question of 
Guadeloupe as an outstanding base for privateering. All too aware of 
the US Navy’s limited resources at this time, and hampered by the slow 
communications of the period, he nonetheless had in mind an operation 
of notable importance. Thus, a tentative and decidedly sketchy outline 
was submitted for President Adams’s consideration. Led by the 20-gun 
Montezuma, a group of small American men-of-war would proceed 
into Guadeloupean waters on what might be termed an offensive 
patrol.  Stoddert conceded that there was a ‘danger of one or more of 
the vessels being taken’, but he evidently thought this unlikely. On the 
contrary, he believed that the outcome could well be the capture of some 
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French privateers, and the recapture of ‘many’ American freighters. As 
a concluding observation, he wrote these words, ‘At any rate a Spirit of 
Enterprize and Emulation should be excited in our Seamen.’

Stoddert’s letter of 25 August 1798 provided a sort of snapshot of 
various processes that affected the expanding US Navy at that time. 
However, his view was, in some ways, arguably rather narrow due to the 
pressures of his appointment. The times were unusual in more ways than 
one, and the Quasi- War might perhaps be seen as ‘a war within a war’ – a 
set of hostilities confusingly embedded into the much broader conflict of 
the French Revolutionary Wars. Be that as it may, the developing role of 
the US Navy made it plain, at least to Stoddert, that American seapower 
would have to be considerably enhanced. Such thoughts may well have 
been in his mind when he applied the word ‘immense’ to the British forces 
currently operating in the Caribbean theatre.

In the same month, August 1798, The Sun, an influential British 
newspaper, asserted that ‘the Navy of America’ could not validly be 
compared with British seagoing might, but that current American naval 
efforts were ‘respectable’ when viewed as the product ‘of an infant State’.  
Expressed with that wording, the underlying opinion probably grated on 
American readers in due course (for discussion of The Sun’s widespread 
significance see B. Perkins, The First Rapprochement: England and 
the United States 1795-1805, CUP 1955). Such newspaper comment 
illustrated the fact that Anglo-American relations were by no means 
cordial in all regards. Overall, however, 1798 marked a notable change in 
the development of the US Navy, a consolidation of its position within the 
broader image and affairs of the United States.

Benjamin Stoddert’s letter, central to this Topmasts article, carries with it 
an air of immediacy that is very telling, a blend of lingering  diffidence and 
growing confidence. That same letter calls to mind a much-quoted line by 
David Everett (1769–1813), ‘Tall oaks from little acorns grow.’

Some suggested reading
Knox, D. W. (ed.), Naval Documents Related to the Quasi-War . . . 

(Washington, 1935–8). The first volume includes (p. 336) Benjamin 
Stoddert’s letter of 25 August 1798.

Jenkins, H. J. K., British Naval Response to Unorthodox Warfare in 
the Eastern Caribbean, 1795–96, in R. W. Love et al. (eds), New 
Interpretations in Naval History (Annapolis, 2001), 73–82. This article 
mentions, inter alia, early evidence of Victor Hugues’s antagonism 
towards American merchant shipping.

Bonnel, U., La France, les Etats-Unis et la guerre de course, (Paris 1961). 
This remains an important secondary source regarding the Quasi-War.

Jenkins, H. J. K., Conflicting Opinions and some Controversial Convoys, 
1797–98, Topmasts 30 (May 2019), 7–10. This article discusses various 
Royal Navy operations to protect American merchant shipping whose 
trading was deemed to be helpful to the British cause.

H. J. K. Jenkins
Fellow, SNR
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Remembering the Final Commission of 
HMS ‘Centaur’ 1963–5, Part 2

Following my report on the Lakonia tragedy in part 1 of this article, 
Centaur headed for the Far East passing through the Suez Canal. On arrival 
at Aden, the ship’s Far East deployment was put on hold. Apparently the 
Tanzanian army had mutinied and imprisoned their officers and President 
Nyerere had requested assistance from the British Government. Barely a 
month after leaving Portsmouth, we embarked 600 Royal Marines from 
45 Commando, two extra Belvedere helicopters and two Daimler scout 
cars. At 1800 on the 20th January, Centaur headed for Dar-es-Salaam at 25 
knots. I subsequently learnt that the reasons for the mutiny by poorly paid 
troops were first, a pay rise, and second that Tanzanians should replace 
their British officers; their mutiny achieved both their grievances after an 
interim period with Nigerian officers (see B. Grimshaw, A Grain of Sand: 
The story of one man and an Island (Nairobi, 1996).

Figure 1 Embarking 45 Commando 
at Aden

Figure 3 Stern view: ship’s wake at 25 knots (2 Belvedere helicopters can just be seen at the stern) and 
right, bow view, chaos with the Royal Marines’ stores.

Figure 2 Their accommodation for five nights
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Figure 5  De Havilland Sea Vixen air defence 
fighters

Figure 4 RAF Belvedere helicopter

Figure 6 The Royal Marines’ communications centre
Figure 7 Our sailors at the race course setting up a PoW camp

Figure 8 Injured Tanzanian troops coming for treatment on board

Figure 9 Commander Bazalgette 
greets the Tanzanian Minister 
calling to thank us accompanied by 
the British High Commissioner
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The thought of military action had the ship in a state of excitement and 
anticipation. With extra servicemen on board, stores and personal kit could 
be found everywhere. Our 28-knot carrier’s machinery was once again 
running at close on full power continuously for four days. My duties as 
the senior engineer watch keeper, took me around the ship checking both 
machinery and engine room personnel. I became aware of worried looks 
on the faces of our gunnery department and Royal Marine NCOs’ search 
parties. Apparently, the marines had left all their rifle ammunition behind!  
The ‘chop time’ for any stores not embarked at Aden had been 1800. The 
Marines were not amused when their modern rifles were replaced by the 
ship’s First World War 0·303 Enfield rifles. Apparently, some unfortunate 
Colour Sergeant was held responsible for leaving the ammunition behind 
on the jetty among many other stores. I had seen military lorries still 
waiting to unload when we sailed.

Centaur arrived at Dar-es-Salaam in the early hours of the 25 January, and 
sent our Captain’s fast motorboat ashore to collect the High Commission’s 
military attaché. Our helicopter assault went in at first light targeted at 
Colito Barracks taking the mutineers completely by surprise. The barracks 
was quickly secured after a 3½-inch rocket launcher had “opened” the 
gate. There was virtually no resistance by the rather surprised Askari 
troops. Their magazine had a plentiful stock to replace the “missing” rifle 
ammunition. Two internal flight Dakota aircraft transported the marines 
up country, where groups of the Tanzanian army deployed on the airfield 
were similarly surprised when the passenger arrivals were fully armed 
Commandos. At the same time, our 892 Squadron Mk1 Sea Vixen flight 
operating 400 miles inland provided a ‘show of force’ in support of the 
Royal Marines.

By 1600 the whole operation to quell the mutiny was considered 
complete. Centaur’s sailors had been landed earlier to set up a PoW camp 
on the Race Course. Injured mutineers were brought back to Centaur for 
treatment. The majority of the Tanzanian troops did not appreciate that 
they had even mutinied; it had all been a friendly affair. The Tanzanian 
minister came aboard with the British High Commissioner to thank us in 
Centaur for restoring order within their army.

*** All photographs from the author’s collection.
John M. Bingeman

Vice-President, SNR
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An Alphabet of Ship Models
‘D’ is for Dreadnought

The Dreadnought battleship changed the course 
of naval design for the Royal Navy, from its 
introduction in 1905 until the last British battleship 
built. It was largely the work of a brilliant team of 
practical naval officers lead by ‘Jackie’ Fisher, later 
ennobled as Lord Fisher, who in 1863 had served 
as a gunnery lieutenant aboard HMS Warrior 1860 
and had experienced over 40 years of practical 
service in the Royal Navy. Some of the ideas for the 
new design were anticipated, and two model ships, 
formerly part of the Thames Ironworks Boardroom 
Collection, came my way for repairs and restoration, 
and will serve to show how the Dreadnought design 
was a development, rather than a new invention.

The Admiral class HMS Benbow 
1885 is famous for her enormous 
16.5"-bore guns, which took 
approximately 20 minutes to 
prepare for loading and firing, 
housed in an open barbette, with 
no turret protection. The low 
freeboard presented a difficult 
target for enemy gunfire, but the 
vulnerability of the ship’s boats is very obvious. The ram bow was still 
considered a desirable design feature.

IJB Fuji The model, in her restored state, 
shows the concept of a British built battleship 
with large fire-power ‘in line’ but still displaying 
her age with a ram-bow, in practice more of 
a danger to the ship herself, than a practical 
threat to the enemy. She was battle tested in 
the Russo Japanese war 1904–5, a struggle to 
decide which power would dominate the Far 
East. Note also the vulnerability of the boats, 
with no protection whatsoever. Most of the 
superstructure on the model, including the 
funnels, masts, wheel-house and boats had to 
be re-made in my workshop, copying a sister 
model, held in the private collection of the 
National Maritime Museum, Greenwich.

HMS Thunderer 1911 In 2004 I was commissioned to build a model of 
this Super Dreadnought, to complete a collection from the old boardroom 
of the Thames Iron Works, built to the same scale as the other two 
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boardroom models, representing the 
last ship launched by the Thames 
Iron Works, before the company 
was closed down, largely due to an 
over-run of costs to complete the 
only super-Dreadnought battleship 
launched into the Thames. Her 
estimated cost was £1.9 million.

Hull shape
When viewed in the inverted state, the hull of a 
Dreadnought shows it to be a shallow-bottomed, 
keel-less canoe, giving it mobility and agility, 
allowing for a streamlined and swift passage 
through calm seas. A rather different matter when 
confronted by the angry conditions of the North 
Sea coast off the shores of Great Britain. In full 
scale, she was powered by turbine engines which 
gave excellent and quiet service at speed, but were 
difficult to handle in the confined circumstances 
of a port, and much harder to repair if there was 
a malfunction. The new engines required skilled 
maintenance well above that needed to service 
a slow-acting and more familiar reciprocating 
engine, whose working parts were easier to access.

Firepower
The 13.5" barrel guns of the Super Dreadnought 
Thunderer, mounted in a protected turret, with 
deflective armour plate, were a big advance on 
their predecessors, and the barrels were a size of 
bore which could be more easily man-handled 
than the larger sizes which followed.

Tripod mast
The tripod mast served 
in several roles; the first 
was providing a firm 
support for the derrick 
lifting the boats in and 
out of the protected 
citadel; it gave a vantage 

point for conning the ship and good visibility for 
the helm; aloft was the range-finding platform 
enabling the coordinated firing of salvos, and above 
that, the height required for radio transmission and 
reception masts. Protected access to the various 
platforms was provided by internal ladders within 
one of the supporting feet of the tripod & note the 
heat deflecting shields to fend off the hot gasses of 
the fore-funnel.
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Boats and aircraft
Thunderer carried a full 
complement of boats including a 
steam pinnace and (it is thought) 
the first 42-foot cutter powered 
by an internal combustion engine. 
the Thames Iron Works and 
Engineering Co. was by 1911, 
involved with making car engines 
and lifeboats, as well as other 
heavy engineering projects.

The model also carries two 
examples of aircraft in use at the 
time; the spotter aircraft – the naval 
version the F1 Sopwith Camel on 
the ‘flying off ramp’ and also a 
Short Bros184 floatplane complete 
with torpedo - the new and latest 
danger to large naval vessels. 
The floatplane would have been 
lowered into the water for take-
off as they were too heavy and 
underpowered for take-off down 
a ramp. The famous ‘Rutland of 
Jutland’s plane, the Short Bros 
184, survives in the Fleet Air Arm 
museum at Yeovilton, UK.

USS Texas (see San Jacinto 
Battleground State Historic Site)

At school, I was taught that 
the Dreadnought battleship was 
a British design; the truth is that 
all over the developed world, 
ships of this type were emerging. 
The United States had produced, 
within months of the launch of 
Thunderer 1911, a very similar 
design with their version - the 
USS Texas 1911, but powered 
by reciprocating engines rather 
than turbines. Germany was also 
producing their versions, with 
rather more attention to the design 
of the turrets, as the Royal Navy was to discover under battle conditions 
at Jutland.

*** All photographs are from the author’s collection
William Mowl
Member, SNR
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SNR News
SNR Bookmarks.

As part of moves to raise the profile of the Society, Council agreed to the 
production of bookmarks using the recently redesigned logo and giving 
details of how to join the Society. Batches of the bookmarks have been sent 
to the Caird Library at the National Maritime Museum; the MacGregor 
Library at the Brunel Institute – SS Great Britain Trust; the National 
Museum of the Royal Navy; and The National Maritime Museum, 
Cornwall. If you are in contact with similar libraries and museums, and 
can help to spread the word about the Society by persuading them to 
display a few bookmarks, then please get in touch with Alistair Roach at 
Alistair.Roach@snr.org.uk

Events and Media Officer
After a long period of consideration, Council has agreed to the appointment 
of an Events and Media Officer. The Events Officer will initially assist with 
the arrangements for events such as the Victory Dinner, Anderson Award 
Lectures, Winter Lecture Series, future conferences, etc., first helping the 
Hon. Secretary and then taking over this type of role. The Events Officer  
would later, hopefully, be involved with regional events, etc., and liaison 
with the various editors, re. news and information. There is no financial 
reward and the position will be reviewed after about six months. The 
initial post holder will be Barnie Razzell.

Council is always looking for volunteers to support the smooth running 
of the Society, as committee members or assisting the officers of the 
Society. Following our experience during the pandemic, we are proposing 
to continue making use of Zoom to hold hybrid meetings whenever 
possible, reducing the need to travel and opening up opportunities for our 
non-UK members to be involved.

A Date for your Diary
The Society’s 2022 Annual General Meeting will be held at the National 
Museum of the Royal Navy on 11 June 2022, coinciding with the Naval 
Dockyards Society Conference on 9, 10 and 11 June, also in Portsmouth.

2022 is also the 100th anniversary of the dry-docking of HMS Victory 
and the centenary of the start of the ‘Save the Victory Fund’. Look out for 
events to mark the anniversary.

Maritime Heritage Trust Heritage Harbours
The development of Heritage Harbours is a joint initiative by the Maritime 
Heritage Trust (MHT) and National Historic Ships (NHS) Shipshape 
Network; with strong support from the European Maritime Heritage 
(EMH). It proposes that historic Ports and harbours in England, Scotland, 
Wales and Northern Ireland become officially recognized as ‘Heritage 
Harbours’. These developing Heritage Harbours identify the great value 
in sensitively developing their, often superb, historic buildings; waste land; 
mooring; and maintenance facilities for both local and visiting historic 
vessels and are identified within the NHS Shipshape Network regions.

Medway, Faversham and Oare, and Maldon and Heybridge have been 
established as the first three Heritage Harbours, and the following have 

mailto:Alistair.Roach@snr.org.uk
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been identified as potential Heritage Harbours: London River, Brentford, 
Sandwich, Cowes, Buckler’s Hard, Falmouth, Cley-Next-the-Sea (with 
Blakeney and Wells-Next-the–Sea), Brightlingsea, Woodbridge,  Chester, 
Stourport, Warwick Bar (Birmingham), Cardiff Bay, Leith and Belfast.

Please contact Brian Corbett, the MHT Trustee and EMH Representative 
at brianacorbett@aol.com if you would like to know more about the 
Heritage Harbour initiative or go to https://maritimeheritage.org.uk/
component/zoo/item/heritage-harbours-update?Itemid=1767

Conference Reports
2021 Annual Conference of the 

North American Society for Oceanic History (NASOH) 

The North American Society for Oceanic History’s annual conference in 
2021 was the 2020 conference that the Covid pandemic had prevented. 
The conference took place in Pensacola, Florida, at the University of West 
Florida from 7 to 10 July 2021.

The NASOH president, Dr Amy Mitchell Cook, reported that 
approximately 80 people attended in person with another 45 attending 
virtually. Several Canadian scholars, a Nigerian and two women from 
India were among the virtual attendees who enhanced the conference’s 
international dimensions. The conference was notable for the large cohort 
of graduate students who attended.

Among the in-person graduate students, ten were from the University 
of West Florida, with others from Texas Christian University, Auburn, 
and Southern Mississippi. The virtual attendees included students ranged 
from the University of Calcutta and the University of Sanskrit to East 
Carolina, Evansville, Imo State, Maryland, and Texas A & M.

This year’s James Bradford dissertation award went to Heather Haley 
of Auburn University for her study entitled Unsuitable and Incompatible: 
Ensign Vernon ‘Copy’ Berg, bisexuality, and the Cold War US Navy. The 
Clark Reynolds Student award went to Benjamin Schaffer, University 
of New Hampshire, for his study on The Sloop Mary: The story of how 
one seventeenth-century Massachusetts naval vessel navigated the Golden 
Age of Piracy, the Glorious Revolution, the Salem Witchcraft Trials, and 
Imperial War. Honourable mention went to Rikki Oeters Young for 
Maritime Culture, Bathymetry, and the Emanuel Point Shipwrecks in 
Pensacola Bay.

A significant number of papers touched on the maritime dimensions of 
the history of Britain and British Commonwealth countries. Among them 
were Jennifer Hubbard’s Red Tide: Canadian Atlantic marine science and 
the global issue of paralytic shellfish poisoning; John Broadwater’s Redefining 
a Battlefield: The significance of naval aspects of the siege of Yorktown, 
1781; Margaret Schotte, The Persistence of Traditional Mathematics in 
Early Modern Navigation; John Beeler, Britain, the United states and the 
Cuban Slave Trade During the American Civil War, 1861–1865; Catherine 
Brooks, Breadfruit and Botanical gardens in the West Indies as a Tool of 
British Environmental Imperialism in the Eighteenth Century; Marti 
Klein, Master Blockhead Goes to Sea: A glimpse into the experiences of 

mailto:brianacorbett@aol.com
https://maritimeheritage.org.uk/component/zoo/item/heritage-harbours-update?Itemid=1767
https://maritimeheritage.org.uk/component/zoo/item/heritage-harbours-update?Itemid=1767
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Midshipman Frederick Marryatt; Joseph Moretz, The Other Side of Naval 
Education: The attendance of army and air force officers at the Royal Naval 
Staff College, 1919–1939; David Zimmerman, For Want of a Single Gun 
the West Coast Will Be Lost: The defence of Canada’s Pacific waters in 
the early Cold War; Kenneth Johnson, The Far Side of the World: French 
naval operations in the Indian Ocean, 1804–1810; and Samantha Cavell, 
Royal Navy Prizes, Vice-Admiralty Courts, and the Limits of State Power 
in the West India Colonies, 1803–1815.

Paul Fontenoy, chairman of NASOH’s book prize committee, 
announced the Society’s John Lyman Book Awards for maritime books in 
the following categories published during the calendar year 2020:

Canadian Naval and Maritime History
Honorable Mention: S. D. Cameron, Blood in the Water: A true story of 
revenge in the Maritimes, Viking Books

United States Naval History
Winner: T. Heinrich, Warship Builders: An industrial history of US Navy 
ship-building, 1922–1945, Naval Institute Press
Honorable Mention: John B. Hattendorf & William P. Leeman, eds., 
Forging the Trident: Theodore Roosevelt and the United States Navy. 
Naval Institute Press.

United States Maritime History
Winner: J. Wells, Shipwrecked: Coastal disasters and the making of the 
American beach, University of North Carolina Press
Honorable Mention: C. J. Davis, Contested and Dangerous Seas: North 
Atlantic fishermen, their wives, unions, and the politics of exclusion, 
University of Massachusetts Press

Naval and Maritime Science and Technology
Winner: L. D. Ferreiro, Bridging the Seas: The rise of naval architecture in 
the industrial age, 1800–2000, The MIT Press

Naval and Maritime Reference Works and Published Primary Sources
No Award

Naval and Maritime Biography and Autobiography
Winner: B. Goodin, From Captives to Consuls: Three sailors in Barbary 
and their self-making across the early American Republic, 1770–1840, 
Johns Hopkins University Press

John B. Hattendorf,
Fellow, SNR

Corresponding Member of the SNR for the USA

The 2021 McMullen Naval History Symposium
After being postponed in 2020 due to the Covid-19 Pandemic, the History 
Department of the US Naval Academy held its biennial McMullen Naval 
History Symposium in Annapolis, Maryland, USA, on 23–24 September 
2021. Renowned as the world’s largest gathering of naval historians, a total 
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of 625 people registered to attend the event, with 300 attending in person 
and 325 attending virtually. In addition, 400 Naval Academy midshipmen 
attended.

Over the two days, 165 historians presented papers in 54 panels, with 
seven or eight simultaneous panels in each of the seven 105-minute-
sessions. All the panels were both in person and on the internet. The 
Naval Academy recorded 95 hours of presentations which will eventually 
be available to the public on the Naval Academy’s website, https://www.
usna.edu/History/Symposium/index.php

The virtual attendees included participants from all over the world, 
including Austria, Belgium, Canada, Chile, Denmark, Hong Kong, Italy, 
Japan, Mexico, Norway, Peru, Spain, South Africa, United Arab Emirates 
and the United Kingdom. The diverse attendees, both in-person and 
virtual, included scholars from universities around the world as well as 
professional military educational institutions, think-tank members, serving 
military and naval officers, policy-makers, museum directors, members of 
academic foundations, independent scholars, media representatives and 
the public.

The first day featured three major plenary events in addition to an 
evening reception in the Naval Academy Museum. Dr Kathleen Broome 
Williams gave an opening illustrated address in the morning  all participants 
on the subject of Grace Hopper: Naval Officer and Pioneer Computer

Pioneer. At noon, the US Naval History and Heritage Command 
hosted the luncheon and the award presentation for the Chief of Naval 
Operations Naval History Essay Contest. Chief of Naval Operations 
Admiral Michael M. Gilday made remarks and presented the awards. 
There were two categories of awards: Professional Historian and Rising 
Historian. First-place winners in both categories won US $5,000; second 
place brought US $2,500, and third place bought US $ 1,500.

Professional Historian
First Prize Dr Corbin Williamson, Associate Dean, Air War College 
Training for Great Power Competition, the 1947 Japan Exercises.
Second Prize Andrew K. Blackley, Independent scholar Towards a New 
Navalism for the Twenty-first Century

Rising Historian
First Prize Lieutenant Commander Jeff Vanden Engel, USN, Executive 
Officer USS John Warner (SSN 785) Where to Point the Periscope: The use 
and misuse of submarines in great power combat
Second Prize Lieutenant (Junior Grade) Joseph W. Sims, USN, Main 
Propulsion Assistant, USS Antietam (C.G. 54), Lessons from the 600-Ship 
Navy
Third Prize: Lieutenant Jack W. Tribolet, USN, MH-60S Seahawk Pilot, 
Helicopter Sea Combat Squadron (HSC)-26, The Reckoning of Reform: 
Realigning the US Navy for near-peer conflict in the twebty-first century 
(using Carthage and Rome as a metaphor).

Following the evening reception, Admiral James G. Stavridis, USN (ret.), 
former Supreme Allied Commander, Europe, presented the McMullen 
Sea Power Address. Speaking from his home on Zoom, Admiral Stavridis 

http://www.usna.edu/History/Symposium/index.php
http://www.usna.edu/History/Symposium/index.php
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summarized his 2019 book, Sailing True North: Ten Admirals and the Voyage 
of Character. Stavridis’s reflections on the importance of personal character in 
naval leadership ranged from Themistocles, Sir Francis Drake, and Horatio 
Nelson to Chester Nimitz, Hyman Rickover and Grace Hopper.

The historical presentations during the symposium covered a wide range 
of naval history, from classical antiquity to contemporary events. Its wide 
range defies every attempt to summarize the substance of the discussions 
or to enumerate the themes. Suffice it to say that some 35 papers touched 
on British and Commonwealth naval topics with an additional significant 
focus on Asian, American, Latin American, German, French, Italian and 
Spanish issues within the wide range.

Following the end of the symposium, the Naval Historical Foundation 
held an evening banquet at the DoubleTree by Hilton Hotel in Annapolis. 
The foundation’s chairman, Admiral William J. Fallon, USN (ret.), 
presented the foundation’s Commodore Dudley W. Knox Medal for 
Lifetime Achievement in Naval History to Dr Robert M. Browning, Jr, 
Dr Thomas C. Hone and Dr Kathleen Broome Williams.

The next McMullen Naval History Symposium will take place at the US 
Naval Academy in Annapolis, Maryland, in September 2023.

John B. Hattendorf
Fellow, SNR Corresponding Member of the SNR for the USA

Calls for Papers
New Researchers in Maritime History Conference 2022

8–9 April 2022, Chatham Dockyard
Deadline for submissions 25 February 2022

The British Commission for Maritime 
History (BCMH), in association with 
the Chatham Historic Dockyard Trust, 
invites contributions to its twenty-
seventh conference for new researchers. 
For 400 years the dockyard provided 
new ships and repair facilities for the 
Royal Navy, from sailing warships, 
steam warships to submarines.

It is a wonderful location in which 
to hold this annual conference and 

provides a unique opportunity for new scholars to present their work 
in a historic setting. The conference, which is supported by the Society 
for Nautical Research, helps emerging scholars who wish to share their 
work in a supportive environment and build relations with other maritime 
historians.

We encourage applications from postgraduate students and warmly 
encourage participation by independent scholars. Contributions can 
address all aspects of maritime history in its broadest sense. Those wishing 
to offer a paper should complete the online form or PDF call for papers.

The website can be found at https://www.maritimehistory.org.uk/ 
Please direct any queries to newresearchers@maritimehistory.org.uk

http://www.maritimehistory.org.uk/
mailto:newresearchers@maritimehistory.org.uk
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Documenting War Conference 

May/June 2022, King’s College London
Deadline for abstract and CV 15 November 2021
War has been a central feature of the human experience. It requires study 
from many different vantage points, from military, intellectual, and 
diplomatic history to histories of science and technology. The ‘lessons of 
history’ are a much-discussed feature of this. Meanwhile, the challenges 
associated with documenting war – of identifying, accessing, collecting, 
preserving, and making use of war records – have often been taken for 
granted.

The contemporary policy relevance of primary sources – and of the 
historical methods and expertise needed to make sense of them – is 
increasingly reflected across the social sciences, in law and in other 
disciplines. Similarly, there is a broader interest in ‘battlefield evidence’, 
‘battlefield information’ and ‘conflict archives’ that currently animates 
policy-makers, political scientists, civil society actors and international 
organizations.

The Sir Michael Howard Centre for the History of War seeks to 
foreground this applied dimension of the historian’s craft through its 
Conflict Records Unit. The conference will provide a forum for scholars 
to examine and reflect on conflict records, broadly conceived, and in 
historical and contemporary terms.

The Documenting War Conference is tentatively planned as a two-day 
event to be held in May/June 2022. The first day of the event will consist 
of paper presentations and discussions. The second day will consist of a 
case-centred program of doctoral-level discussion and training.

For full details, please go to https://www.kcl.ac.uk/dsd/assets/cru-cfp.pdf

Mapping Practices and Transpacific Transfers of Geographic 
Knowledge, Sixteenth to Early Nineteenth Centuries

May 19–21, 2022, online workshop 
Deadline for abstract and CV 15 November 2021
When the first galleons crossed the Pacific in the sixteenth century, 
new routes of exchange started to be formed, connecting Asia and the 
Americas. These networks also brought about new impulses in the history 
of mapmaking. Galleons and other vessels surveyed the waters, lands, 
and coastlines along their routes, and the resulting knowledge was then 
adapted in ports on both sides of the Pacific Ocean. Thereupon, this new or 
revised knowledge circulated further and affected regions and mapmakers 
that were not directly connected to transpacific navigation. Mapmakers 
adapted information on navigation and coastlines, and added, removed, 
or revised islands, harbours, or other specifications. Exchanges also had 
a profound effect on port cities themselves, an effect that we can observe, 
for example, in city maps, which mark trading posts, ships, or quarters for 
foreigners.

Individual maps could be captured from ships or be passed on as 
gifts along these routes, and these artefacts themselves can tell a story of 
exchange across the Pacific World and beyond.

http://www.kcl.ac.uk/dsd/assets/cru-cfp.pdf
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We seek contributions for a workshop that addresses these stories of 
exchanges and mapping practices across and along extended transpacific 
networks, as they can be observed on maps and with the help of maps in 
any language.

Please send abstracts of 300 words and a short biographical note to 
Elke Papelitzky (elke.papelitzky@kuleuven.be) and Wim de Winter (wim.
dewinter@kuleuven.be) by 15 November 2021.

For more details, please go to https://crossroads-research.net/call-for-
papers-mapping-practices/

Conferences
Indian Ocean Conference 2021

Change and Continuity in an Age of Uncertainty

12–13 November, Perth, Western Australia
Sheridan Institute of Higher Education and our sponsors wish to announce 
the biennial Indian Ocean Studies Conference, Change and Continuity in 
an Age of Uncertainty, to be held in Perth, Western Australia on November 
12–13, (Friday, Saturday) 2021.

The Indian Ocean Region (IOR) has always been a region subject 
to change. Famous port cities in the Indian Ocean rose and fell on the 
changing fortunes of empires, climate change, new trading routes, and 
plagues. Religions and political alliances spread and contracted in much 
the same way due to similar factors. Yet despite these changes, the IOR 
consistently re-emerged as an important conduit for ‘trade’ in the broadest 
sense of the term (trade in goods, ideas, people, and politics). Now the 
IOR is facing new challenges and opportunities including Covid-19, even 
as underlying continuities seem to remain.

The Indian Ocean is emerging as the epicentre of political and cultural 
change as the region witnesses shifts in nation-state priorities as well as 
social and cultural networks. The IOR is also experiencing significant 
economic growth and development with many countries vying for regional 
power and influence. The IOR is fast becoming the focus of increased 
research and scholarship as we try to navigate the origins and trajectory of 
these changes in this era of uncertainty.

The biennial Indian Ocean Studies Conference provides an important 
venue for researchers, scholars, policy-makers, students and the general 
public to meet and share their thoughts and ideas on this significant region. 
The conference will facilitate presentations and discussions focusing on 
the subthemes: maritime history and trade, education and communities, 
faith and culture, disease and disease control, environmental studies, and 
defence and strategic studies.

For further details go to: https://sheridanicon.weebly.com
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MERMAIDS (En)Gendering Maritime Labour 
and Business Histories

February 10–11, 2022, University of Ljubljana via Zoom
The aim of the conference is to highlight the modalities through which 
gender norms shaped or influenced labour market participation, and 
business and labour cultures in the maritime sector and wider industries 
and services in European port/emporium cities and maritime communities 
in Modern times (the nineteenth and twentieth centuries). While gender 
approaches have begun to penetrate maritime history in the last few decades 
in an increasingly significant way (Stanley, 2000 and 2003; Creighton and 
Norling, 1996; Colville, Jones and Parker, 2015), further work must be 
done in order to create a more gender inclusive, composite and fruitful 
history of labour and business in the maritime industry. As for women’s 
labour market participation and business activities in the maritime sector, 
we know that one does not need to go to the sea to be part of a maritime 
workforce. For women, work, career, and entrepreneurial opportunities 
in the maritime industry included roles such as moneylenders, ship 
owners, fisherwomen, fishmongers and workers in the fish processing 
factories, journey[wo]men at the port or shipyards, and sex workers. It 
is also important to consider aspects relating to domesticity, and to the 
variations in the distribution of power between genders – within the 
family and in other socio-economic contexts – in maritime environments. 
In Mediterranean port/emporium cities, as in early modern and modern 
times, women were entrusted with weaving the socio, economic, cultural 
– and even political – relational fabric that their men would ‘wear’ to act 
in the public arena.

Contact email mermaids.wecanit@gmail.com

Exhibitions
The Night Hunters: The Royal Navy’s Coastal Forces at War 
New Permanent Gallery at the Explosion Museum, Gosport

The little-known story of the Royal Navy’s heroic coastal forces in both 
World Wars is told for the first time in major new gallery at Explosion 
Museum of Naval Firepower

The exhibition comprises a major new permanent gallery The Night 
Hunters: The Royal Navy’s Coastal Forces at War and pays tribute to 
the high-risk, high-octane operations of the coastal forces in both world 
wars, and includes two remarkable surviving historic boats that take 
centre stage in the fascinating permanent gallery, the first of its kind, at 

Gosport’s Explosion Museum of 
Naval Firepower

Coastal Forces craft were 
used to attack German convoys, 
defend allied shipping, carry out 
clandestine raids and landings, and 
pick up secret agents. They took 
part in over 900 operations all over 
the world, including the St Nazaire 

mailto:mermaids.wecanit@gmail.com
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Raid, the Dieppe Raid and D-Day and sank over 500 enemy vessels.   A 
total of over 3,000 decorations won, including four Victoria Crosses pay 
testimony to the dangerous operations undertaken, often at night and at 
high speed

The remarkable and little-known story of the Royal Navy’s Coastal 
Forces which made such an extraordinary contribution to both world 
wars is told for the first time in a major new permanent gallery.

Opening times Wednesday to Sunday, 11:30 a.m.–3:30 p.m.
For more information and to book tickets, go to https://www.nmrn.org.
uk/exhibitions-projects/night- hunters-coastal-forces-exhibition

Juminda

To 15 January 2023, Lennusadam Seaplane Harbour Museum, Tallin
This fascinating maritime museum, together with the Fat Margaret 
museum, in Tallin is well worth a visit if you are touring the Baltic, and 
a new exhibition highlights the tragedy of Juminda in the Second World 
War

Did you know that one of the greatest maritime tragedies in history 
took place in Estonian coastal waters?

On 27 August 1941 in Tallinn, the evacuation of the Red Army troops 
from the German invasion began – more than 30,000 people and more 
than 200 ships set sail for Leningrad. Alas, they sailed right into the trap 
set by the German and Finnish naval forces. Over the next two days, more 
than 50 ships were hit by a mine, a torpedo or an aerial bomb, and an 
estimated 15,000 people died.

The naval mine battle of Juminda involved several times more casualties 
than Pearl Harbor or Dunkirk. Still, the tragic event is undeservedly little 
known. The Seaplane Harbours’ new exhibition Hell on the Baltic Sea 
reveals the dramatic events of the catastrophe that took place 80 years ago. 
The exhibition reveals the grim background with stories of the people and 
ships caught up in the inferno.

We were shot at from all angles. Cannons roared on the Estonian 
shore, long-range cannons hit from the Finnish coast, planes 
dropped bombs from the air . . . The mines, however, were the 
most dangerous. At first, the noise of the battle was deafening. 
Later, however, there was no time to even notice it. Controlling 
the ship’s machine required all my attention and knowledge.

Hamlet Tiits, second engineer of the steamboat Maia
https://meremuuseum.ee/lennusadam/en/

http://www.nmrn.org.uk/exhibitions-projects/night-
http://www.nmrn.org.uk/exhibitions-projects/night-
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Events
National Maritime Museum

Objects in Focus

Monday 15 November 3.15–4 p.m., National Maritime Museum, First 
floor, Caird Library and Archive

Members Only Event
Join us for a special behind-the-scenes view of some of Senior Curator 
Dr Robert Blyth’s favourite objects, as we explore the National Maritime 
Museum’s archives. This is your chance to see items that have never been 
on public display.

Not already a Member? Join today for a host of exclusive benefits and 
events, including unlimited free entry to Cutty Sark, the Royal Observatory, 
shows at the Peter Harrison Planetarium, and special exhibitions at the 
National Maritime Museum. With membership starting from as little as 
£50 what are you waiting for?

To book for this free event, and to become a member go to: https://
www.rmg.co.uk/whats-on/caird-library-archive/objects-focus

Lectures
SNR Winter Online Lecture Programme 2021–22

The first SNR Winter Online Lecture programme will begin on Wednesday 
10 November and run until 13 April 2022. A distinguished group of speakers 
has been assembled, speaking on a wide range of topics. Details of how to 
access the lectures will be posted on the SNR website in due course.

10 November 2021 ‘Bandied About for a Place of Refuge’: Extreme 
weather, coastal shipping, and the loss of Lord Nelson, 1840’ 
 Dr Catherine Pearce

8 December 2021 Bermuda Dockyard 1795–1950: Building the Royal 
Navy’s Western Atlantic base Dr Jonathan Coad

Speakers in the new year include Professor Evan Maudsley, (19 January), 
Professor Cosbie Smith (16 March), and Dr David Davies (13 April). 
Further details will be posted on the SNR website and in February’s 
Topmasts when details are finalized.

The King’s Maritime History Seminars, 2021–22

The King’s Maritime History Seminars for 2021–22 will begin with four, 
fully online events in the autumn term. Rest assured that the expectation 
is that we will return to face-to-face meetings from January 2022 while 
maintaining some form of online presence, and a full programme for the 
spring will be distributed in due course. In the meantime, we look forward 
to welcoming you back online for our usual experience of maritime and 
naval historical discussion and debate. As circumstances change, we will 
be monitoring the situation. As always, attendance to the King’s Seminar 
Series is free and open to all. Events start at 17:15.

http://www.rmg.co.uk/whats-on/caird-library-archive/objects-focus
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Please register at the KCL School of Security Studies Events page and 
scroll down to click on the upcoming event for which you would like to 
sign up. Shortly before the event, you will receive instructions, by email, 
about how to join by Zoom. https://www.kcl.ac.uk/security-studies/
events?page=2

4 November 2021 North Atlantic Air Cover: Convoys in the Second 
World War Captain Rodney G. Brown (The Shipwrights’ Livery 
Company)

18 November 2021 The Battle of Santa Cruz de Tenerife (22–25 July, 
1797): Horatio Nelson vs. Antonio Gutiérrez Justo Hernandez 
(Universidad de La Laguna)

2 December 2021 The London Naval Conference (precise title to be 
determined) Alan M. Anderson (King’s College London)

The King’s Maritime History Seminar is hosted by the Laughton Naval 
History Unit and the Sir Michael Howard Centre for the History of War 
in the Department of War Studies, King’s College London. It is organized 
by the British Commission for Maritime History in association with the 
Society for Nautical Research. For further information contact Dr Alan 
James, War Studies, KCL, wc2r 2ls, alan.2.james@kcl.ac.uk

University of Exeter
Centre for Maritime Historical Studies

Centre Seminar Series Winter/Spring 2021

All seminars will be hosted on Zoom. Zoom link will be sent to the mailing 
list. For a link, please contact Dr James Davey at j.davey3@exter.ac.uk to 
be added to the CHMS mailing list.

10 November 1600 The Admiralties of Western Europe: Crisscrossing 
experiences and intertwined trajectories, c. 1300–1500, Lorenzo Lage 
(Universidad de Cádiz, visiting researcher) tells us about his research. 
Joint seminar with Centre for Medieval Studies

24 November 1700 Maritime Networks and Power in the Journey of the 
Two Princes of Mpfumo, 1715–1723, Lindsay O’Neill (University of 
Southern California) talks live from California about her latest research 
project

8 December 1700 Public Perceptions and Prison Hulks in England and 
Bermuda, 1776-1863, Anna McKay (University of Cork) tells us about 
her latest research

National Maritime Museum, Greenwich
Tuesday 16 November 1.00 p.m.–2.15 p.m. The Sky and Ocean 

Reconnected: Linking the histories of observatories and oceans 
 Dr Daniel Belteki (Royal Museums Greenwich), Dr Steven J. Dick 
(former Chief Historian and Director of History Office, NASA) and 
Dr Fiona Williamson (Singapore Management University)

Astronomical observatories are often to be found far from the sea yet their 
work has long been connected to the maritime world.

The Royal Observatory at Greenwich, for example, was established as 

http://www.kcl.ac.uk/security-studies/events?page=2
http://www.kcl.ac.uk/security-studies/events?page=2
mailto:j.davey3@exter.ac.uk
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part of the quest for developing a method to determine longitude at sea 
accurately.

Observatories also provided corrections for nautical tables and trained 
naval officers to observe with instruments. Over the past decade, historians 
have also demonstrated that observatories were never only devoted to 
astronomy. Meteorological, magnetic and seismological research also 
formed part of their work. Furthermore, all of these areas of research, 
and others, were motivated by empire- building and competing national 
interests.

For more information and to join the free online seminar please visit 
https://www.rmg.co.uk/whats-on/online/sky-ocean-reconnected-
linking-histories-observatories- oceans

Tuesday 7 December 5.15 p.m.–6.45 p.m. Christmas at Sea: 400 Years 
of the Festive Season Afloat

Join us for a free online talk on celebrating Christmas at sea.
When most people think of Christmas, they probably picture it on land, 

yet many have found themselves at sea during this festival throughout 
history. This talk addresses this intriguing and often overlooked topic. 
Focusing largely on British ships, our panel of experts will discuss the 
experience of spending Christmas at sea from 1600 onwards.

What did sailors and passengers do to mark Christmas? How did eating, 
drinking, socialising and worshiping differ when done at sea? How did 
events such as the Interregnum and the Second World War, as well as 
changing understandings of Christmas, influence the festive season afloat? 
Was spending Christmas at sea better or worse than spending it on land?

Each panellist will give a short presentation on the experience of 
spending Christmas at sea in a specific era, before taking questions from 
attendees. Covering Stuart sailing vessels to warships of the 1940s, this 
seminar will put the tide back in yuletide.

For more information and to join the free online seminar please visit 
https://www.rmg.co.uk/whats-on/online/christmas-sea-400-years-
festive-season-afloat

Centre for Port and Maritime History Peter N Davies 
Memorial Seminar Online 3 November 5.30pm

Maritime Education in the 1890s: Microhistories from the Liverpool 
Nautical College Dr Wayne Turnbull (PhD candidate LJMU)
The early years of the Liverpool Nautical College (now part of Liverpool 
John Moores University) have been forgotten. Yet in the 1890s the creation 
of the college (in response to successive legislative advances) was a bold 
and radical move, not without its critics. Serendipitously, a unique cache 
of documents from those early years has been preserved and is now safely 
maintained within the LJMU Archive. The documents include admissions 
ledgers containing information about the Nautical College’s students, from 
the first recruits in 1892. Information about the management of college, in 
the form of the first headmaster’s report book and the minute book of the 
college’s governing body, offer a rare insight behind the public façade. 
Perhaps most intriguing are the random ephemera, annotated reports and 
press clippings that appear to have been gathered from the desk of the first 

http://www.rmg.co.uk/whats-on/online/sky-ocean-reconnected-linking-histories-observatories-
http://www.rmg.co.uk/whats-on/online/sky-ocean-reconnected-linking-histories-observatories-
http://www.rmg.co.uk/whats-on/online/christmas-sea-400-years-festive-season-afloat
http://www.rmg.co.uk/whats-on/online/christmas-sea-400-years-festive-season-afloat
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headmaster by his successor and deposited into a box.
For more information please go to https://www.ljmu.ac.uk/research/

centres-and-institutes/centre-for- port-and-maritime-history/events
To register, please go to https://www.eventbrite.co.uk/e/peter-n-davies-

seminar-2021-tickets-186164542157

The Wellington Trust
The Annual Shipwrights Lecture Online

Monday 8 November 6.30 p.m.–8.30 p.m.
Howard Mackenzie-Wilson The Jubilee Sailing Trust’s Three-Masted 

Barque ‘Tenacious’: Her construction and 21 years of round-the-world 
service, including her current deployment on a six months’ charter to 
the Royal Navy, the first square-rigged sail training for the RN since 
Jacky Fisher paid off the inshore squadron of brigs in 1903

https://www.thewellingtontrust.org/events/the-annual-shipwrights-
lecture/#event-information

University of Plymouth Stories of Change and Naval History
Three of our maritime historians take you through moments in time of 
significance to the Royal Navy, including the British Civil Wars, the First 
World War and internationalisation in the United States Navy.

Listen to insightful talks on the topics of:
The Impact of the First World War on the Royal Navy: Sir Arthur 

Stockdale Cope’s painting ‘Naval Officers of World War 1’ (1921) at 100 
 Dr Harry Bennett (Associate Professor in History)

‘Internationalize the service’: The development of ideas of internationalism 
in the United States Navy, 1900–1919 Louis Halewood (Phillip 
Nicholas Lecturer in Maritime History)

The Impact of the British Civil Wars of the 1640s on the development of 
the Royal Navy Dr Elaine Murphy (Associate Professor in History)

This talk was recorded as part of FUTURES2021 and first shown on 25 
September 2021. https://www.plymouth.ac.uk/research/futures21-naval-
history

Podcasts
The Mariner’s Mirror Podcast

‘The Mariner’s Mirror’ Podcast, supported by SNR and  the  Lloyds  Register  
Foundation continues to go from strength to strength, now standing at 
approximately 77,000 ‘hits’, and the social media animated videos are 
proving very successful (figures for September were about 240,000, the 
one on X-craft being the most successful). ‘History Hit’ documentary 
trailer was viewed 225,000 times and the recent video animation on ship’s 
figureheads has been well received.

With one foot in the present and one in the past, the podcast brings you 
the most exciting and interesting current maritime projects worldwide, 

http://www.ljmu.ac.uk/research/centres-and-institutes/centre-for-
http://www.ljmu.ac.uk/research/centres-and-institutes/centre-for-
http://www.eventbrite.co.uk/e/peter-n-davies-seminar-2021-tickets-186164542157
http://www.eventbrite.co.uk/e/peter-n-davies-seminar-2021-tickets-186164542157
http://www.plymouth.ac.uk/research/futures21-naval-history
http://www.plymouth.ac.uk/research/futures21-naval-history
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including excavations of shipwrecks; the restoration of historic ships; 
sailing classic yachts and tall ships; unprecedented behind the scenes access 
to exhibitions; museums and archives worldwide; primary sources and 
accounts that bring the maritime past alive as never before. The podcast 
is presented by Dr Sam Willis, well known for presenting many history 
programmes on television.

Recent editions have included A Maritime History of World War II, 
with Professor Evan Mawdsley; How to Drive an Aircraft Carrier, with 
Vice-Admiral Jerry Kydd, the first CO of HMS Queen Elizabeth and 
Rear-Admiral David Snelson, who served in the last two HMS Ark Royals; 
Iconic Ships 10, HMS ‘Ark Royal ‘(1937) with Matthew Willis, Naval and 
Aviation Historian; and a film revealing the real-life faces behind ships 
figureheads.

For ‘The Mariner’s Mirror’ Podcast go to https://play.acast.com/s/the-
mariners-mirror-podcast

Australian Naval History Podcasts
The Australian Naval Institute partners with the Naval Studies Group 
at the University of New South Wales, the Seapower Centre Australia, 
the Naval Historical Society of Australia and the Submarine Institute of 
Australia to produce the Australian Naval History podcasts. Each episode 
brings together historians and veterans to examine important events in the 
Royal Australian Navy’s history.

The 16 episodes of Season 6 will be progressively released from 30 
August 2021 on Soundcloud. They are available through most podcast 
apps.

The full programme for season 6 is available here https://navalinstitute.
com.au/publications/australian-naval-history-podcasts-2/ and previous 
seasons are available here https://navalinstitute.com.au/publications/
australian-naval-history-podcasts-2/earlier-australian-naval-history-
podcast-seasons/

Season 6 includes
1 First Victory – the Sydney-Emden Battle Professor Rob McLaughlin 

with Rear-Admiral Henning Bess, Mike Carlton and Wes Olson
5 The RAN in the Gulf 1942 and Operation Marmalade Rob 

Garratt with Chief Petty Officer  Peter Cannon, Rear-Admiral Simon 
Harrington and Commander Bart Harrington

8 Australia’s Cold War at Sea Petar Djokovic with Rear-Admiral James 
Goldrick, Air Commodore Ian ‘Buzz’ Pearson and Commodore Kim 
Pitt

And coming soon:
12 RAN Amphibious Operations in World War II Miesje de Vogel with 

Professor Peter Dean, Petar Djokovic and Vice-Admiral Peter Jones
14 Replenishment at Sea in the RAN Dr Richard Dunley with John 

Perryman, Commodore Allison Norris, Commander Tony Ladomirski 
and Captain Ainslie Morethorpe
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Ben Franklin’s World
There will be  a discussion of Ben Franklin’s book, The Merchant Ship in 
the British Atlantic, 1600–1800, the research for which was assisted by a 
grant from the SNR in the Ben Franklin’s World podcast.

Episode 309 is on merchant ships in the eighteenth century. The podcast 
is the most important and popular podcast about early American history.

One of Franklin’s goals as a historian is to point out how integrated the 
British Atlantic was in this period by its seaborne trade, and all the people 
and goods that made use of it, whether voluntarily or not. The podcast 
certainly supports that agenda.

The link to the BFW website is https://benfranklinsworld.com/
Philip Reid

Member, SNR

New Books by Members

Jim Tildesley ‘I am Determined to Live or Die on Board my 
Ship.’ The Life of Admiral John Inglis; An American in the 
Georgian Navy, Matador, £19.99

A naval biography covering the life of a fascinating but lesser-
known commander. John Inglis was born in Philadelphia, 
the son of a slave-trading merchant. The biography covers 
his action-packed naval career, starting as a midshipman in 
command of the guns of a frigate in action against the French, 
and ends as the severely wounded captain of a warship in a 
closely fought victory against the Dutch.

In part, the life of John Inglis could easily have been a 
work of fiction. An underage lieutenant commanding a schooner on 
the east coast of America for four years hunting smugglers before the 
Boston Tea Party, dining with George Washington before the War of 
Independence and coming to the rescue of beleaguered Customs officials 
in Rhode Island.

Having settled in Scotland and inheriting his uncle’s Edinburgh estate, 
he returned to the navy. Through the influence of his mentor, John Elliot, 
he commanded the ship carrying the Earl of Carlisle and his delegation 
to America in an early and unsuccessful attempt to negotiate peace terms. 
Moving to the command of a frigate, he successful captured American 
merchant vessel before he too was captured by the French. He returned 
to command another frigate until 1782 when he carried Lord Cornwallis’ 
dispatches back to Britain.

When war with France commenced, he obtained the command of a line 
of battleship in Duncan’s North Sea Squadron. Shipwrecked in Norway, 
he became embroiled in a secret service attempt to persuade Dutch naval 
commanders to desert. His vessel was involved in the Nore Mutiny, and 
he was held prisoner on his own ship. Later that same year, the same crew 
that had confined him fought with distinction under his command at the 
battle of Camperdown.

Honoured by the City of Edinburgh, he returned to the navy for 
another year before resigning his command, subsequently obtaining the 
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rank of Admiral in retirement. The naval career of John Inglis is not just an 
incredible story but one that enables a close view of life in the eighteenth-
century navy.

‘Tildesley’s study of Captain John Inglis is a notable addition to the 
literature. His work complements recent studies . . . Tildesley breaks away 
from the Nelson–Trafalgar focus and gives a new, illuminating insight 
through this case study of a captain’s career.’ John B. Hattendorf

Paul Hughes Collins Seventeenth Century Practical 
Mathematics: Navigation by Greenvill Collins, hardback 
£120, ebook £33.29

This exciting Greenvill Collins biography about 
seventeenth-century navigation focuses for the first time on 
mathematics practised at sea. This monograph argues the 
promotion of cartography for both strategy and trade  by 
the Restoration kings, Charles II and James II. It is aimed 
at the academic, cartographic and larger market of marine 
enthusiasts. Through shipwreck and Arctic marooning, 
and Dutch and Spanish charts, Collins evolved a prime 

meridian running through Charles’s capital. After John Ogilby’s successful 
Britannia, Charles set Collins surveying his kingdom’s coasts, and James set 
John Adair surveying in Scotland. They triangulated at sea. Subsequently, 
Collins persuaded James to sustain his dead brother’s ambition. This, the 
British coast’s first survey took six years. After James’s flight, and William 
III’s invasion, Collins lead the royal yacht squadron for six years more, 
garnering funds to publish Great Britain’s Coasting Pilot. The Admiralty 
and civic institutions subsidised what became his own pilot. Collins aided 
Royal Society members in their investigations, and his new guide remained 
vital to navigators through the century following. Charles’s cartographic 
promotion bloomed the most spectacularly in the atlases of Ogilby, 
Collins and John Flamsteed for roads, harbours, and stars.

Society for Nautical Research
Membership Report 1 July 2021 to 30 September 2020

Comparison of numbers for the first three quarters
2020 Full Members 112
 Students 35
2021: Full Members 133
 Students 35

Full Members
Kevin Smith Norwood, Massachusetts, USA
Philip Black Chobham, Surrey
Dr David Gibbins Ruan Minor, Cornwall 
William Nyberg Columbus, Ohio, USA
Erik Brinkman Västra Götalands, Iän, Sweden 
Captain David Betts Wimberley, Texas, USA 
Andreas Holle Baden-Württemberg, Germany
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Bo Lagerqvist Västra Götalands, Iän, Sweden
Dr Faye Kert Ottawa, Ontario, Canada
Zachary Mellett Vancouver, British Columbia, Canada 
Lynn Strosnider Montgomery Village, Maryland, USA 
Lieutenant Commander R. Glover Amesbury, Wiltshire
Daniel Scholes St Austell, Cornwall
Ian Lambton Oulton Broad, Lowestoft, Suffolk
Andrew Higgs Haslemere, Surrey
Dr Stephen Unger Haslingfield, Cambridge
Roddy McRae South Queensferry, West Lothian, Scotland 
Dr Emanuel Buttigieg University of Malta, Attard, Malta
Leslee Stolarski Hyde Park, New York, USA
Dr Franklin-Todd Wetzel Richfield Springs, New York, USA 
Adrian Corkill Port Erin, Isle of Man.
Dr Edward Hampshire Salisbury, Wiltshire 
Toby Pennington Piccadilly, London

Students
R. Dückershoff Mainz, Rheinland Pfalz, Germany 
Matthew Ylitalo Balmullo, Fife, Scotland
Joseph McDermott North Carolina, USA
Michael Turnbull Longniddry, east Lothian, Scotland 
Taylan Campbell Aberdeen, Scotland
Alistair Ross Columbus, Ohio, USA
Edward Shattock Taunton, Somerset
David Robinson Branscombe, Devon
Mark Davies West Lulworth, Dorset
Keith Robbins Sarasota, Florida, USA
Kaitlin Johnson Dunnington, York, North Yorkshire 
Benjamin Seidel Munchen, Bayern, Germany

Reported Deaths
Alan Russett Lymington, Hampshire
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