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TRANSACTIONS

To mark our 50th Anniversary a set of Transactions, illustrated opposite, have been printed,
Actual page size 10%ins by 7hins with cover in full colour,

Price to Members £2 each, By post please add 50p post and pkg,

Apply to Diana Hirst, 7 Kirkway, Higher Bebington, Virral, L63 SNT or phone 051 608 2281,

--00000--
Ve apologize for the delay of this Summer BULLETIN caused by the work on the Transactions,
Editorial

The editorial format has changed somevhat over the past few years and recently a nusber of
seabers have suggested that the title BULLETIN is inappropriate,

Vhat do you think? Have you any.ideas for a suitable nine?

In this Issue

In order to gain some idea of the engineering organisation required to man the largest
passenger vessels viz, the 'Queens', I asked our wember Ernest Cross to write details of his
own career shoving hov engineers rose to become senior engineer of{{cers on these vessels,
He also gives some idea of the vork carried out vhilst serving in the various career stages,






News, HNotes & Queries.

The British Fhilatelic Bociety is holding a Conference in Liverypool
22nd-25th September in the University's Carnatic Hall,

An off-shoct of the B.F.S. = The Cinderella Philatelic Society -
hores to display a collection of philatelic material relatinr to
the suez Canal, Some of this material consists of envelopes of let-
ters posted by the crews of the vessels locked in the Gre»st Bitter
Lakes for several years in the 1960's War between Egypt and Israel,
Most of this display will have come from the Alfred Holt vessels,
but there are also Dutch, French, Polish stamps and envelcpes e'¢,
Check the details thro' ' your local stamp dealer or philatelic rar-
azine.

The sailinpg vessel "James Walter", trading to and from the Humber,
went down just before the 1st World Wsr. She was probably orerateq
by John Eastwood as owner-master.

Any information on this vessel or her master would be aprreciated
by Vice-Chairman Jas. Cowden.

0il Shakes on the Wirral

Last vear a small selsmic survey vessel spent several months on
the Mersey and the Dee Estuaries and even three montbs in the Man-
chester Ship Canal between ianchester and Eastham. This was foll-
owed by a survey covering Live-pool Bay. The vessel was the
DIGINION TECHI'ICIAN, As part of the same survey a large oil rig was
brought to the area and in May the rig SHELF DRILLER began work.

llersey Filotage

At the end of September a new Pilotare act comes into force. !'is
disbands the old Filotage 1legislation based on the Filotage Act
1913, Effectively local port authorities will be in charre of their
pilotage laws, much as they were in 1808 when the earliest regnlat-
ion of pilotapge was teken under t he wing of central governrent.
The number of pilots will be considerably reduced - it is said tha®
the Fort of Liverpool pilot strenrth will be reduced from 150 to

a little more than 60, 'his is the spproxim-be nu-~ber of pilots

first licenced when, in 1765, Liverpool began to repulate their
pilOtB.

Next month we hope to ineclude an article by Alan licClellnnd on

raised quarterdeck ships. Alan's illustration of this type is shovn
here.

SLOXIKIA/: HOTIKIA Attt 06



‘'CUNARD' PROMOTION - 'STEP BY STEP' by E. Cross

My career at sea, inclusive of a short period with the Port
Line. began on May 30th, 1945, extending to the Cunard White Star
Line. and ended on December 18th. 1956, a total of eleven and

a halt years.

In order to portray the pattern of promotion I have shown
in the Tables the name of the vessel, the position held when =i1gn
ing on each time and the dates of signing on and off for the thirry
seven sets of ships' articles for the entire period, finaliy adding
a column of remarks appertaining to each.

It was a far cry from the relatively small number of seven
Engineer Officers on the refrigerated cargo ship “Port Darwin’
to the very large complement on the "Queen Elizabeth". there
being a Chief Engineer. also a Staff Chief Engineer. three Senior
Second Engineers., three Intermediate Second Engineers and three
Junior Second Fngineers, making nine for each rank down to the
rank ot Eighth Engineer. This made a daunting total of sixty-

tive or so Engineers a formidable promotion iadder for a young
Jutiior Eighth to c¢limb!

A 2ach wvovage lasted for about fourteen days. the positio:
reld et signing on did not hold for wvery long. A new statf list
wculd be posted on the notice-~board at the beginning of each traip
‘ndicating a small rise or fall 1n rank, with a small increment
or reduction - 1n pay, as the case may be. A three four-hour
watch system was employed as 15 usual at <sea. there being t(he
8-12, 12-4 and 4-8 watches with, theoretically, ei1ight hours ofrf
duty between them. It was usual that 1f one did the 8-12 watch
during one voyage, one did the 12-4 watch during the followliry

one and 4-8 during the next.

In those earlier post-War years it was clear that there were
a great number of uncertificated Engineers on the staff. from

the lowest rank of Eighth up to that cof Fifth. There was no
evidence cof any officers gaining Certificates during the War.
many of them moving to or from other Shipping Lines. To counter -

act this situation ‘Cunard' instituted a two-year contract arrange-
ment, thus giving security to those who wished to stay.

The thing to do, of c¢course, was obvious - to obtain both
Cecond and First Class Steam Certificates of Competency as soon
as possible and take two great steps, with results as shown 1n

the Tables. Firstly, a step Lo Fourth Engineer status. with
the Second Class Certificate, on returning to the "Queen FEliza
beth" . Quite apart from the financ:al gain incurred. I was made

aware of my new grade, when placed in a favourable position for
the Royal visit tce the ship by Their Majesties Queen Elizabeth

King George V1 and Princess Margaret. The Queen stopped 1n front
of me and asked several questions about the welfare of the Engi
neers. An unforgettable honour and a happy sequel to promotion

There was a tendency later for promotion to be halted.
This was due to the return of Engineer Officers, from wartime
services, who wished to retain their higher ranks.

N



TABLE 1

SHIP

POSITION
HELD

PERIOLUS
OF
SERVICE

REMARKS

PNRT
DARWIN

7TH
ENCINEER

30. 5.4%
TO
7.45
AND
P.45
TO
10.45%

30.
17

21

2 VOYAGES FROM AVONMOUTH TO MONTREAL V!4
NEWPORT NEWS(FOR COAL)AND NEW YORK RETURN-
ING WITH CARGOES OF FROZEN BEEF (UNDER
UNITED NATIONS RELIEF SCHEME)
SALARY €18 10/- PER MONTH
MONTH WAR  BONUS, TOTALLING
MONTH

pLUS {10
£28.10. -

brr
PER

QUEEN
EL12ZA
BFTH

JUNIOR
8TH
ENGINELR

29.11.45
T

.46

SERVICE -TRANSFER QF TROOPS.
SAILLED "ON HER 10 NEW
12.000 RETURNING G.1'¢
BOTTLE OF GUINNESS 1SSUED TO ALL SHIF 5
OFFICERS!EARLY1946-BROUGHT MANY OF  THE
DELEGATES 7TO THE 15T ASSEMBLY OGOF UNITZD
NATIONS BACK FROM NEW  YORK.1.3.46-FIRE
IN HOSPITAL(AT SOUTHAMPTON) . DECK  PLANK
ING HACKED AWAY WITH AXE FOR FIREMEN TC
PLAY HOSES ON DECK.

SALARY £21.5,- PLUS £10 WAR BONUS.
LING £31.5/- SHOWS PAY INCREASE
WiT'H CARGO SHIPPING LINE.

"ON  GOVERNMENT
19.1.46-MR. CHURCHILL
YORK.MADE SPEECH TO

TOTAL-
COMPARED

QUEEN
MARY

JUNIOR
8Tt

ENGINEER 22. 8

- -
27 b

ON GOVEPNMENT SERVICE-WAR BRIDES TRANS
FERRED TO HALIFAX AND NEW YORK-MANY StA
SICK' MY ACCOUNT OF WAGES' SHELET FOR THIG
PERIOD SHOWS A BONUZ OF 5/- BEING AWARDED
FOR 'V' DAY' SEEMS A LITTLE LATE!

QUEEN
MARY

S3RD
SENICR
8TH
ENGINEER

9.46
T0
4.11.46

SEPT. '46-E1SENHOWER SAILED ON HER  FROM
NEW YORK, WHEN A VERY HIGH GSPEED WAS SUs-
TAINED FOR SEVERAL DAYS.[ BELIEVE THA!
"QUEEN MARY"REACHED 32 22 KNOTS Ta o Im-
PRESS 'IKE' !'SO FAST THAT DIFFICULTY WAS
EXPERIENCED IN TRANSFERRING WELL ©VER 1000
TONS OF CIL FUEL PER DAY TO SETTLINC TANKS.
AS A TROOP TRANSPORT FROM MAKCH, 1740 SEPT

1946. THE SHIP STEAMED 569,943 MI.ES AND
CARRIED 765,429 PASSENGERS. FINAL  TROOP-
ING VOYAGE CONSIDERED TO BE 24 9.A¢ REFOrC
GOING TO JOHN BROWN'S FOR CONVERSION Bul

IN FACT, THIS CONVERSION WAS DELAYED Tlii
AFTER 4.11.46. SIR PERCY BATES{CHAIRMAN
DIEC 15.10.46.

CUEEN
EL1ZA-
BITH

2ND
SENICR
cTH
ENGTNEEP

S 11.46
TO

11. z.47

DECIDED  JUMP IN PROMOTICON AND FINANUIA
PROSPECTS! 5HIP NOW TN COMMERCI1AL SERVICE.
WAR BONUS STILL BFEING PAID.

A JUNIOR ENGINEER FROM WIRRAL
FINCER, WHILST OPERATING ONE OF
ENGINE TURNING GEARS.

LOST A
FHE MAIN

QUEEN
ELIZA
BETH

18T
INTER-

MEDIATE

6'1H

ENGINEER

12, 2.47
TO
26. 2 47

25.2.47-STEVEDORES STRIKE(OVER HANNJQG
BAGGAGE)AT SOUTHAMPTON MEANT MANY DASSEN-
GERS HAD TO LEAVE THEIR BAGGAGE IN CUSTOMS
AMONGST THOSE CARRYINGC THEIR OWN LUCGAGE
WERE IVOR NOVELLO AND PHYLLIS CALVERT!
THE BOAT TRALIN LEFT THREE HOURS [.ATc.

QUEEN
ELIZA-
BETH

2ND
JUNIOR
5TH

ENCINEFR 17.

13.

14.4.47-GROUNDED ASHORE ON BRAMBLES BANK

SOUTHAMPTON. 16.4.47-REFLOATED W1TH THE
ATD OF 11 TUGS!'SHIP NOT DAMAGED.
SIGNED GFF TO STUDY FOR 2ND
CERTIFI1CATE.

CLASS STEAM




TABIL.E 2

T PERIODS
POS1TION CF
SHIF HELD SERVICE REMARKS
2ND FROMOTION TO 4TH ENGINEER RANK ON GAINING
QUEEN JUNIOR 1. 1.48 CERTIFICATE.FINANCIAL GAIN OFf£6 PER MONTH'
EL 1ZA- 4TH TO WAR BONUS DISCONTINUED.
BETH ENGINEER 2. 3.48
7ND MAY.1948-FOG- BOUND FOR 12 HOURS, AS AP-
QUEEN INTER- 18. 3.48 DPROACHING NEW VYORK  MANY PASSENGERS HAD
ELIZA- MEDIATE TO TO SPEND AN EXTRA NIGHT ON BOARD.
BETH ATH 4. .48
ENGINEER
IRD 28.7.348 IN SOUTHAMPTON GSHIP HONGURED F&v
QUEFN SENIOR 23. 6.48 A  ROYAL VISIT-H.M.QUEEN ELIZABETH, KING
ELIZA- ATH TO CEORGE VI AND PRINCESS MARGARET. ANOTHER
BETH ENGINEER 14. 9.48 BOTTLE OF GUINNESS ISSUED TO ALL SHIE'S
OFFICERS'
“ND ROUGHLY ABOUT THIS TIME,SIR WILLIAM DENNY
QUEEN INTER- 29. 9.48 GCAVE A LECTURE IN THE ENGINEERS' WARDROOM
ELIZA- MEDIATE TO ON THE SUBJECT COF SGHIP STABILISERS, WITH
BETH 4TH 15.11.48 A VIEW TO FUTURE FITTING ON [HE GUEENS.
ENCINEER SEVERAL ELDER ENGINEERS WERE NOT IMPRESSED'
1ST 1.12.48-THE TWO 'QUEENS' AND THE “"AQUITANIA"
GUEEN JUNIOR 25.11.48 ALL LEFT SOUTHAMPTON TOGETHER, CONTRIBUTING
MARY ATH TO FACTORS BEING THE NEW YORK DOCK STRIKE
ENGINEER 15.12.48 AND THICK FOG.
- 3RD 1.1.49-ON LEAVINC CHERBOURG HARBOUR WITH
QUEEN INTER- 30.12.48 FRENCH PILOT ABOARD, STARBOARD ANCHOR
MARY MED1ATE TO FOULED 'PLUTO' PIPE LINES.SHIP LATER GROUNDED
ATH 23. 3.49 BY THE STERN.THE PIPES WERE CUT AWAY AND
ENGINEER THE SHIP RETURNED TO SOUTHAMPTON FOR DRY
DOCKING. TEMPORARY REPAIRS CARRIED OUT TO
MINOR DAMAGE.

- 13T THE ABOVE WAS CAPT.GRATTIDGE'S FIRST <oM
QUEEN JUNIOR 11. 4.49 MAND OF THE "QUEEN MARY" -COMPLIMENTED BV
MARY ATH 10 "CUNARD' OFFICIALS FOR HIS SEAMANSHIP.

ENGINEER 28. 6.49
ZND SEPT. 1949-THE _ POUND DEVALUED FROM  FOUR
QUEEN INTER 16 7.49 DOLLARS TO TWO DOLLARS AND EJGHTY CENTS
MARY MEDIATE TO
4TH 5.10.49
ENGINEER
3RD
QUEEN SENIOR 20.10.49 31.12.49(MIDNIGHT)-CUNAKD WHITE STAR BE
MARY 4TH TO CAMF CUNARD STEAMSHIP COMPANY.
ENGINEER 21. 2.50
3RD ATTACKED BY THUGS IN S0TH STREET. NEW
INTER- 13. 3.50 YORK,WHEN RETURNING TO SHIP.HEAD BANDAGED
QUEEN MEDIATE TO IN SHIP'S HOSPITAL.WORKED THE 12-4 A.™
MARY 4TH  30. 5.50 WATCH, TAKING ON OIL FUEL.A SHIP'S INTER
ENG;:SER PRETER WAS ATTACKED THE SAME NIGHT.
INTER- 14. 6.50
UEEN MEDIATE TO
ARY 4TH 21. 8.50
ENGINEER

p————



TABLE 3

PERIODS
POSITION OF
SHIiP HELD SERVICE REMARKS
Z2ND
QUEEN JUNIOR 5. 9 50 .
MARY 4TH TO SIGNED OFF TO STUDY FOR 1ST CLASS STEAY
ENGINFER 4.12.50 CERTIFICATE
TNTER- -
MEDTATE 12. 6.5%1 AFTER CAINING 1ST CLASS STEAM « CERTIFIUATE
SAMARIA 3RD TO PROMOTED TO 20,000 TON 'INTERMEDIATF CLASS
ENCINEER 31. 8.51 SHIP 'SAMARIA®
SENIOR 2.10.51
SAMAR A 3RD TO
ENGINEER 20.12.51
INTER-
SAMARIA MEDIATE 21.12.51
2RD 10
ENGINEER 12. 3.52
SENIOR 10. 4.52 IN JULY.1952,AFTER 14 ¥EARS.THE 'QUEEY
SAMARIA 3RD TO MARY" LOST THE BLUE RIBAND TO THE "UNITED
ENGINEER 27. 6.52 STATES*.THE LATTER MADE EAST AND WESTBOUND
PASSACES AT 35.59 AND 34.51 KNOTS.
12 10.52- CROUNDED 1IN ST.LAWRENCE BRIEFLY.
BUT HEAVILY AT SPEED. WITH PILOT,ON WAY
SENTUR 29. 7.52 UP TO QUEBEC.RESERVE WATER & OIL FUEL TANKS
SAMAR 1A 3RD TO HOLED. LANDED PASSENGERS AT QUEBEC. SHIT
ENGINEER 4. 1.53 FLOATING ON 'TANK TOPS' 1IN ENGINE AND BO!LER
ROOMS.MANY HULL PLATES RENEWED AT LOCA!
DAVIE SHIPYARD. LAUZON.
21.12.52.-LEFT QUEBEC AMIDST 1ICE FLOES.
SENIOR 26. 2.53 "SAMARIA" REPRESENTED 'CUNARD' AT THE CORO
SAMARIA 3RD TO NATION NAVAL REVIEW (15.6.53)AT SFITHEAD
ENGINEER 16. 6.53 IN 'J' LINE GOF 10 VESSELS BETWEEN “VELLETA"
AND “KENYA" .
SENIOR 14. 7.53
SAMAPRIA 3RD TO
ENGINEER 16. 1.54
SENIOR 17. 2.54
SAMARI 2 3RD 70
ENGINEER 9. 6.5%4
SENIOR 7. 7.54
SAMARIA 3RD 0
ENCINEER 30. 7.54
SENIOR 31. 7.54
SAMARTA 3KD TO
ENGINEER 3. 1.55
SENIOR 9. 2.55
SAMARIA 3RD TO
ENGINEER 29. 6.55
JUNIOR 28. 7.55
SAMARIA 2ND TO IN COMPLETE CHARGE OF WATCH.
ENGINEER 18. B8.55%
JUNIOR 13. B.S5
SAMARIA 2ND T SHIP BERTHED AT SOUTHAMPTON FROM  DECEMBER
ENGINEER 24. 1.56 3RD.
INTER-
SAMARIA MEDIATE 25. 1.56 “SAMARIA® TO THE BREAKERS-THOMAS W. WARD
2ND TO LTD., AT INVERKEITHING.
ENGINEER 27. 1.56

(9 8]



TABLE 4

PER1ODS
POSITION oF
SHiF HELD SERVIiCE REMARKS
INTER-
IRANCONIA  MEDTATE 1. 2.56 TRANSFEKRED TO “FRANCONIA".CENERAL VIBRA
2ND TO TION IN ENGINE ROOM PUT DOWN TO NEAR MISSES
ENGINEER 7. 7.956 OFF THE COAST OF BRITTANY 16.6.40
- INTER- 8. 7.56 CONSTANT VIBRATION RESULTED IN RAPID WEAR
MEDTATE TO OF TURBINE THRUST PADS.A NUMBER O =7UPS
'RANCONTA 2ND 9. 8.56 ON OUTWARD VOYAGE TO EXAMINE THEM %L FIT
ENGINEER NEW SPARES.27.7.56-WHILST THE “FRANCONIA™

WAS MANOEUVRING IN DENSE FOG,TO PICK LF
PILOT, HEARD ON RADIO THAT.NEAR NANTUCKET,
THE “STOCKHOLMY RAMMED THE “ANDREA DORIA"
THE LATTER SINKING.

THORNEYCROFTS  SURVEYED SHAFT  ALIGNMENTS

JUNIOR 6. 9.56 OF ENGINES.THEY BROKE DOWN ON SUBSEQUENT

TRANCONTA 2ND TO VOYAGE ABOUT 200 MILES OFF LANDS FEND.CSHLP
ENGCINEER 1.1]1.56 RETURNED TO SOUTHAMPTON AT REDUCED SPEED

FOR ANOTHER CHECK.VIBRATION NEVER COMPLE1ELY

FEL1MINATED.
INTER TO INVERKEITHING TO BE SCRAPPED BY THOMAS
MEDIATE 13.12.5%56 W.WARD L7D.EXTENDED TIME CF ARTICLES DUE
FRANCON] A 2ND TO TO BAD WEATHER AND REUUCED POWER ON THE

ENGINEFR 18.12.56 STARBOARD ENGINE.

Then followed a two-year period on the "“Queen Mary" as Fourth
tngireer, after which [ signed off to studvy for my First Class
Certificate. After gaining this - my second step - | was pro-
moted tc Third Engineer on the "Samaria" - a. twenty-thousand ton
vessel. This type of ship carried a Chief Engineer. a Senior
Second, an lntermediate Second and a Junior Second Fngineer, that
is. three Etngineers for each rank down to the rank of Fourth
Engineer. In addition there was a Deck Engineer, designated
Senjor Fitth, making a total of about eleven Engineers. After
a somewhat Jengthy perlod as Senior Third on this vessel 1 was
promoted to Junijor Second Engineer in compiete charge of the watch.
with a Junior Engineer in the Engine Room and another in the
Boiler Rouom This happy state of affairs lasted for about six
months., culminating in signing Articles tor two days only, whilst
taking the ‘Samaria” from Southampton to the breakers at I[nver-

keithing.

Promotion now lay in being transferred to a similar vesse!
the “Franconia'", serving about ten and a half months, mainiy as
Intermediate Second Engineer. This vessel was, in her turn.
raken to the Inverkeithing breakers approximately one year aftter
the “"Samaria'. On this occasion. due to bad weather and reduced
power, we took five days.

To be continued



LIVERPOOL NAUTICAL RESEARCH SOCIETY

MINUTES OF THE 50th ANNUAL GENERAL MEETING HELD AT
6,45 p,m, THURSDAY 19th MAY 1988

PRESENT MR. J.S5.DAVIDSON
MR, J.E.COWDEN
MR, K.W.WITTER
MRS D.M.BIRST
MR. H.M.EIGNETT
DH. A.H.ROWSON
MR, K. STUTTARD

MB. J.0.DUFFY
MR. J.E.LINGWOOD
and 11 MEMBERS

1. Apologies received from Mr.A.,H.McClelland .

2. The MINUTES of the 49th Annual General Meeting
having been published ir. the Bulletin Vol 31 No,2.
June 1987 were taken as read and agreed.

Matters Arising

There were no matters arising.

3e Chairman's Report

The Chairman reported an improvement in the Society's
affaire with an increase of six in the membership,

making a total of 78 individual and 12 corporate members.
We had an outstanding series of Meetings and thanks were
due to Mr, Stuttard for his excellent choice of Speakers.
Several Sub-Committee meetinge have been held in comnection
with helping Mr Hignett to produce "TRANSACTIUNS", It is
a tremendous jJob he has undertaken and like most publiebing
projects is taking a bit longer than anticipated. A report
will be made to the Council before the June meeting of the
Society, On behalf of the meeting the Chairman thanked
Mr Harry Hignett for the many hours spent on this and
gimilar editorial matters, To mark the 50th Anniverasary
of the Society an entry had been effected in the Newsletter
of the Maritime Economic History Group for March 1988.

4. Ireasurer's Beport

The Honorary Treasurer's report was circulated, showving a
balance of £1270. The cost of printing the Bulletin was
lower this year and the Christmas Social was a financial
success. We had also sold some old copies of "TRANSACTICNS"
to the value of £26, The proposal that the report and
accounts be accepted was proposed by Mr, J. Cowden and
seconded by Mr, J. Duffy.

10



54

Meeti cloged at

Migs Lomas raised the matter of the Speakers' expenses .
After a full discuseion it was agreed that the Society was
doubly indebted to all the Spcakers, for their generosity
not only in eparing us toeir time, but in keeping expenses
to a minimum, Mr, Stuttard (Programme Secretary) confirmed
that all Speakers received a letter of thanks, in additiun
to the formal vote of thanks at the meeting.

Election of Officers

Mr, J. Lingwood proposed th:t the present incumbents carry
on for the next year, This proposal was seconded by Mr.
A, Pugh and agreed unanimously,

Any Other Business

(1) Archives

Dr. A, Bowson reported an entircly new situ.zion with
regard to archives, The MM now .has extensive archives
and our archives will be gradually incorporated, sharing
the same computerised retrieval system, We have to
decide on an acquisition policy, bearing in mind limited
storage space. Dr.Alan Soarfe outlined the MMM policy
regarding the acceptance of new material and a full
discussion ensued. It was agreed, that in the interests
of an integrated storage and retrieval system, furtner
INRS acquisitions would be jointly appraised by Dr. Scarfe
and Dr. Alan Rowson (LNES archivist) consulting with

other LNRS members withspecial interests if thought
appropriate,

(ii) Prograuume

Mr, Stuttard proffcred a list of interesting Speakers

for the coming year which met with approval from
members,

(111) It was decided to dispense with a June meeting next
year, There would be seven lectures to April 1989,
(not counting the Christmas Social) finishing wita the
AsG.M, in May The Christmas Social would be held on

December 15th. Meetings would continue to be the 3rd
Thurscay of the month,

The -metion -that the time of the meeting should be changed
to 7.p.m. was put to members. FOR: 10 votes =
AGaingt: 5 votes. The motion succeeded and meetings
will noy start at J o'clock prompt, January and
Februury meetings will continue to be held at 12,30 p.m.
at the Maritime Museum, All other meetin.s (September

to May inclusivei are to continue at Liverpool Museum
William Brown Street.

(iv)  Thankg

Gn his own behalf, and of members, the Chairman expressed
deep appreciation of all the hard work undertaken by the

Hon, Treasurer, Hon. Secretary, and the other Executive
Officers.

11



S.S. "THETIS". A DARING EXPERIMENT

by CHARLES DAWSON

There is a tendency to give recognition tor the discovery of many
of the great advances of industrial society to sole inventors. This
1s of course a convenient way of paying due homage to those who brought
about the crucial breakthroughs., but it can lead us to ignore much of
the interesting detail about the intricate, intertwining history of
1nvention. The value of intermediate contributions is thereby mini-
miced. but worse still, the knowledge of the daring experiments to push
development forward is often banished to almost complete obscurity.

In this respect, the example of §.S. "Thetis", built in 1856/7
by Scotts of G(reenock, 1s worth an honorable mention 1n the history
of the steamship. She is dear to my heart. because my great-grandfather
was closely connected with her during her experimental life. He was
Captain William Kennedy, of Greenock.birth-place too of James Watt
{(do T hear someone whisper: and Captain Kidd?) and a cradle of steam
ships and shipbuilding.

Clyde and Mersey were early on joined by regular steamers. Scot!s
were builders of the first regular "steampacket boat" as 1t was announ:zed
jn Liverpool after the start in 1813 of the weekly service of P.§.
"Robert Bruce" plying between Greenock, Douglas and Liverpool: "Fridays
from Liverpocl and Tuesdays from Greenock™.

Scotts. probably the sldest surviving shipbuilder 1n the WVorid,
have ever since thelr founding, in 171], been one of the most enterprising
of the (lyde firms. They were early exponents of full-scale testing
and "THETIS" is a fine example of this activity. John Scott, then leader
of the family concern. was so convinced of the economy of steam at high
pressure 1n the compound system that he had ided to build her at his
own expense, just in order to put his convictions to the test.

Regarding hLigh pressures. Trevithick was one of the early enthu-
si1asts for "h:iglh steam" as they said in his day. and he came into ¢on
flict with James Watt over Lhis wvery matter. Watt's engines worked
at no more than 10 lbs.’sq.1n and this level was hardly increased during
the next fifty years, aided and abetted by conservative experts and
stifling government decrees. Admittedly., this had been with the utmost
consideration forpublic safety after a number of disturbing explosions.
largely due to the use of cast 1ron inearly boilers. In marine appli-
cations, nelther were matters helped by the use of sea-water with its
clogging effects in boilers.

Although the compound marine engine had appeared in smallish ves-
sels, for example by Roentgen 1n Holland, credit for a really viable
version suitable for long voyages rightly goes to the Glasgow engineers
Randolph &Elder, whose first success came when in 1854 they fitted theis
original patented type to the transatlantic S.S. "BRANDON" of the short-
l]ived London & Limerick Steamship Co.., followed in 1856 by the embod::
ment of their improved patent in the two ships, P.S. "INCA" and P.S.
"VALPARAISO" for the Pacific Steam Navigation Co.

Steam pressures, with cast iron boilers now being ousted by wrought

iron, had by this time risen to some 20 lbs. Simultaneously. coal con-
sumption correspondingly decreased. In Watt's time, this had been over

10 Ibs./1HP/hour, and by R.& E.'s time, 4% to 4 had become the norm.
'BRANDON" used some 3% and "INCA" and "VALPARAISO" as little as 2%.

The race was npw on to design a marine steam power-plant efficient
enough to take a ship half-way round the world. This was John Scott's
basic aim, and his daring innovative spirit led him to adopt the un-
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precedented high working pressure of 115 lbs. Fortunately, he had the
co-uperation of two engineers of Jlike mind, Rowan & Horton of the Atlac
Works, Glasgow. who had designed a complete system, 1.e. three-cy!linder
compound engine, water-tube boilers ond surface condenser. The liatter
was used probably for the first time 1n conjunction with a compound
engine. since 1t was absoluteiy essential at this high pressure to have
frecsh-water feed to the boiler.

"THETIS", with Steam Certificate No.40, was launched on the 1l7th
January. 1857, but a4 further two vyears was required before test-bed
and dock trials finally vindicated Lhe designers' belief. On the 25th
November, 1858, an experimental river trial gave the phenomenal figure
for conal consumption of 1,018 lbs., which they were caretul and dii1i-
gent. enough to have confirmed by no less a neutral technical expert
than the great professor MacQuorn Rankine.

Captain Kennedy took "THETIS" on her commercial trials on the 12th
May. 1859, "across to the Carelochnead to adjust compasses" as the "GREE-
NOCK ADVERTISER" reported two days later, continuing: "her consumpt:c
of fuel was about one third of the quantity used by vessels with ordinats
engines". She was then ready to start her regular cargo service be‘ween
Glasgow and Liverpool. with Captdin Kennedy in command. Even on the
sea voyages she averaged about 1,086 lbs.

That her designers were also well aware oi,/the great. value of publice
relations 1s shown by their arranging the exhibition of a model of ner
power-plant at the rooms owf the Mercantile Marine Association. Glowing
1tems also appeared concurrently in the LIVERPOOL MERCURY and GORE'S
GENERAL ADVERTISER. describing the steamer and her revolutionary engines.
together with expressions of the great hopes for Lthem.

The history of technology abounds with examples of pioneering ef-
forts that suffer because the ideas behind them are too far ahead of
the materials and techniques available ® carry them out. "THETIS" was
to reveal the particular problems then requiring soiut.ion. These were
the need for even stronger metals and more reliable methods of fabri-
cating them and also a much deeper knowledge about lubrication and cor-
rosion.

However, she had undoubtedly played a large part in pointing the
way forward for Scotts, for already by 1865 they were able to make a
valuable new contribution to what is now considered to be one
of the yreat breakthroughs for 1long-distance steam navigation: they
built the pioneering S.S."AGAMEMNON", together with the engines which
Alfred Holt had a hand in designing.

There was a final irony in the fact that "AGAMEMNON's" boilers
were a by-product. of Holt's previous experience with railway locomotives.
Although these then worked on land at 120 lbs., Board of Tlrade regula-
tions restricted this figure for marine use to 69.

There were few other shipowners willing to run the risk of using
Steam at high pressure until about 1880. By this time., such 1mprove-
ments were being made, not only in the manufacture and fabrication
of new steels as to permit their use in the construction of sultable
bollers and furnaces, but also the next great step was already in the
offing i.e. the triple-expansion engine. In this system, a full quarter
of a century after "THETIS", the pressure she worked at. and the fuel
Consumption she reached, were once again atctained, this time for uni-
versal application.
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maritime Museum For East Angia, Great Yarmouth.

The Maritime Museum for East Anglia at Great Yarmouth is the rajor
MJaritime Museum in the region. It was founded in 1967 .and since 1974
1t has been one of the Great Yarmouth Museums which form a department
of the Norfolk Museums Service.

The Museum occupies the former Shipwrecked Sailors Home, located
centrally on the llarine Parade in Great Yarmouth. The Home was built
in 1860 as a meeting place for the local beachmen and fishermen and
as a refuge for shipwrecked mariners, a role it continued to fulfil
until closing in 1964.

Although originally East Anglian in aspiration the useum now concenirsc:.
on the maritime heritage of Norfolk and particularly, of course, on

Great Yarmouth and district. There are three floors of exhibits at the
museum illustrating the main themes of local maritime history,

especially merchant shipping, the herring and other fisheries, with the::
ancillary industries, shipbuilding, lifesaving, and Norfolk's inland
waterways, the Broads. Other subjects such as navigation, lightships,
sailors crafts, Nelson and the navy are also displayed.

The material collections of the museum concentrate on the subjects
above but also include a certain amount of more general material. The
important Yarmouth herring fishery is particularly well represented with
models, paintings, tools and fishing gear. Among the models is a fine
contemporary one of a fishing lugger of about 1860. She is shown
hanling her netg with all the crew at work and with detail righrt doun
to the dogfish swimming away with a herring taken from the net. There
are a number of other collections of particular note. A collection of
curios from the little museum which was a part of the original sailors
Home includes important ethnographical material and, probably uniquely,
an Apache scalp with an accompanying letter describing how it was taken:
Wooden shipbuilding is represented by a comprehensive collection of tools
and half-models. In the lifesaving section there is a collection of
original material relating to Captain Manby, one time Barrack Master

at Yarmouth and inventor of the line-throwing mortar. Naive ship
portraits form another important collection which includes Mediteranean
portraits of mid 19th century Yarmouth merchant vessels and local
portraits of the Yarmouth and Lowestoft fishing vessels of the later
19th century. The museum also has a number of original vessels some of
which are on display including the unique Broadland racing lateener
'Maria' which was built in 1827.

Supporting the material collections is an archive and reference library
including books, Jjournals, personal papers and other original records,
shipbuilding plans, marine charts, photographs and tape recordings.

An educational service is provided by the Yarmouth Museums Teacher who
is able to offer lessons to schools and other groups at the museum

where there is a schoolroom with video and other equipment. The school-
room is also the venue for monthly meetings of the Friends of the

Museum between October and May. The Friends provide financial and
practical support for the museum and organise occasional special events.

The Maritime Museum is open all year,; daily, except Saturday, from May
to September and weekdays only during the rest of the year.
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1988-89 PROGRAMME

Sept 15th Liverpool's Mid-19th Century Coasting Trade Val Burton
Oct égth Voyage on the 'Barber Hector' Jas. E. Cowden
Nov 17th Freak Ships Dr. Barras
Dec 15th Christmas Social Rev. Bob Evans
Jan 19th Emigration and Liverpool Kate Lomeas
Feb 16th ‘*Gold and Gumboots - A New Light on

Australian Emigration’ Gordon Read
Mar éith Pilotage John Tebay
Apr 20th 'Jhelum’ M. R Stammers

May 18th Annual General Meeting

All meetings at 7pm at William Brown Street except Tanuary and February
meetings which will be at 12 noon at Maritime Museum

All corespondence to the Socie‘y should be ddressed to

The Hon. Secretar~

Liverpool Nautical Research 3ociety
Maritime Kecords Centre

lierseyside raritime Museum

Pier Head

Liverpool L3 1DW

va-erial for putlication in the Bu®letin should be addressed to
the Zditor at the ab ve address.
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THE SHIPPING WORLD.

Dccemper x, 1888.

Mew Dock ScHEME FOR Liverroor. — When the
Ship Canal began to occupy the attention of Manchester
people, various proposals were made for an improved
communication between Liverpool and thesea.  ‘I'hose
proposals chiefly referred to a new entrance to the
Mersey, starting from the mouth of the Dee belween
Hilbre Point and West Kirby, and ending in the Great
Float at Birkenhead. ‘T’he promoters ofthe scheme con-
sidered that if it had been carried out ships of all sizes
could have reached the Mersey at any state of the tide,
and thus obviated the necessity of borrowing large sums
of money for the purpose of deepening the water over
the barof that river, which has so long been a scrious
obstacle to shipping of deep draught. The expense of
lowering this obstruction has been vatiously estimated

by engineers, but not one of them is prepared to.stale
definitely what the cost of the undertaking will amount
to. If the large docks already existing on the Birken-
head side of the river had been properly utilised, it
would have been unnecessary to construct new ones at
the north end of Liverpool for the accommodation of
great steamers, and the capital thus saved would probably
have sufficed for work in connection with a new sea
approach or for improving the present one.

JANUARY 1, 188q.

THE NEW SOUTH DoOCKS IN LIVERPOOIL..—These splendid
docks, which are now nearly completed, are being rapidly
utilised by various steainship companies, as the great depth
of water over the sills will enable the -largest vessels to
enter both the Harrington and Toxteth docks under tidal
conditions of the most favourable nature. The advantage of
this is being frequently illustrated, and only recently the mag-
nificent Guion steamer A/gska has made use of one of them.
This is the first Atlantic liner that has entered the dock.
Others are expected to follow, and an improvement in the
trade of the south cnd of the city will by this and otler
means no doubt be realised. Another important advantage
possessed by the new docks is the increased facility for
unloading and storing goods. This is accomplished Ly
means of an admirable system of hydraulic cranes, which
sweep the sheds, or warchouses, from end to end, and deliver
the contents of shipholds either on the ground floororon an
upper floor as desired. There is also more space allowed
between the two-story sheds and the edge of the dock than
is usual in Liverpool, which permits greater case-in working
the ship, and provides increased safety for-those who walk
along the edge of the water.
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Editorial] and Soclety Notee

In thie issue s number of tables relating to seamen's wages on eailing
vessels between 1863 and 1900 will be found on page 36, Professor Fisher,

who compiled these tables, 16 now studying possible reasons for the
variations in the figures.

The next issue should be ready for dispatch early December. Whilst there
ic material to hand, the editor alwaye has room for articles on all aspects
of maritime hietory - ancient and modern.

The first meeting of the year was a well attended one. Val Burton's tslk
was well received by membere both for ite content and ite presentation. A
precis will appear in a future issue.

Christmas Social

This hes slways been a very enjoyable, informal affair and last year the
ladies excelled themselves with ’'goodies’ to est.

Ralph Varns, our member in Melbourne, Victoria, has let us know that he will
attend. He 1e giving a lead to sll. Would membere note that it would be
of assistance if they would give Diana Hirst & call on 608 2281 to let her
know that they will be attending

We look forward to seeing you on the night.
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RAISED QUARTER DECK DEEP SEA TRAMP_ SHIPS

by ALAN McCLELLAND

At the end of the Second World War those British tramp shipowners
who felt they could afford to order new tonnage took little interest
in single deck vessels. Shelter deck ships with engines amidships
offered greater versatility and therefore gqreater earning potential.
Their ‘tween deck arrangements made them attractive to liner com-
panies seeking additional tonnage for break-bulk cargoes. They could
also be employed in most bulk trades, even though some materials such
as coal and ores presented difficulties of stowage, trimming and die-
charge - particularly whengrabs had to be used during the latter opera-
tion. (Parts of the lower holds were difficult of access and grabs not
infrequen_tly damaged shaft tunnels.)

As 1ndustrial development throughout the world gquickened and cargo
handling charges rose, there were increasing demands for raw materials
to be shipped in bulk in vessels which could be turned round with mini-
mum delay. In Britain the most significant analysis of this develop:
ment was the Iron and Steel Corporation's report, "The Handling of
Imported Ore" (1952), which led to arrangements with shipowners. 1n
cluding tramp operators, to create a fleet of specialist engines aft
ore carriers on long term charters.

Another indusky which directed much attention to bulk handling

techniques was sugar refining. In 1949 Hogarth's conventional three
island tramp "Baron Haig" brought home an experimental cargo of raw.
unbagged sSugar from the Dominican Republic. By 1950 bulk shipments

of raw sugar were becoming increasingly frequent uand Messrs. Tate and
Lyle set about the creation of a fleet of celf-trimming. single deck
vessels for carrying Lhe material. Their attention was taken by large
versions of the raised quarcer deck East Coast colliers with engines
aft, and in particular by a group of eight ships built by Wm. Gray and
Co. Ltd.. of Wkl Hartlepool during the War. Known as the "Empire Malta"
Class, these steamers had two hatches in the well deck and two on the
quarter deck. In T"Empire Ships of World War I[I" (1965) Mitchell and
Sawyer describe them as being designed "for heavy lifts, as cased oil
carriers, as colliers or general purpose cargo vessels". On dimensions
of 328' ¢0.a. x 46'S" beam and a deadweight tonnage of 4,300 tons. they
were powered with triple expansion engines. Their raised Qquarterdeck
arrangements gave increased cargo capacity in the aftermast holds, with
eonsequent benefits for trim and sea keeping qualities when heavily
laden because there was less likelihood of them being "down by the head".

Tate and Lyle purchased the "Empire Caicos" in 1950 and renamed
her "Sugar Transporter”; the next year they. acquired the "Thackeray"”
ex "Empire Aldgate" and renamed her "Sugar Refiner". With large hatches
and holds clear of obstructions these acquisitions were well-suited
to their new role. involving as it did discharge by grabs. (Some readers
may remember that in August. 1952, the "Sugar Transporter" brought the
first. cargo ©of bulk sugar to be unloaded at the specially equipped berth
on the north 8ide of Huskisson Branch Dock No.3). Experience with theltwo
ships encouraged Tate and Lyle to commission new specialist tonnage
with specially modified hull arrangements.

Other independent shipowners Jooked with interest at the possible
advantages of employing large raised quarter deckers in the sugar and
other bulk trades. For example the Hudson Steam Ship Co. had their
Bast Coast collier "Hudson Sound” converted to o0il firing for deep seca
employment,and between 1952 and 1961 one shipbuilder produced eight
even larger versions of the type. Starting in 1952 with the M. V. "Hudson
Deep" of 7.800 (approx.) tons deadweight for Hudsons, John Readhead
and Sons Ltd.. of South Shields, went. on to cemplete the S.S. "Rookwnod"
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of much the same capacity for Wm. France Fenwick and Co.Ltd., in the
same vyear. {n 1953 the same builde rs launched the M.V. "Camellia" .
for the Stag Line of Messrs. Joseph Robinson and Sons Ltd., and the
5.S5. "Rushwood" for France Fenwicks, both ships being of much the same
capacity as their predecessors. 1955 saw the appearance of the S.§.
"Cydonia" of some 8,180 tons deadweight for the Stag Line. Two years
later the Hudson Steam Ship Co. took delivery of the M.V. "Hudson Point*
of 10,560 tons deadweight. In 1958 the M.V. "Gloxinia" of 10,350 tong
deadweight was completed for the Stag Line,to be followed in 196) by
a sister ship, the M.V. "Photinia".

The first four ships had similar dimensions with lengths overall]
of some 434', beams 55'7" and drafts of 23'5/6". The fifth, the S.s.
"Cydonia", was of the same length but had an increased beam of 57' and
a draft of 24°'. Each ship had two hatches in the well deck and three
on the quarterdeck. With engines aft together with most of the accom-
modation, the bridge structure was situated at the break of the quarter
deck. The "Hudson Deep" and "Camellia" were fitted with N.E.M.-Dox-
ford diesel engines, whilst the "Rookwood". "Rushwood" and "Cydonia"
were equlpped with oil-fired triple expansion engines and Bauer-Wach
exhaust turbines. Service spee ds were of the order of 12 knots. Pre-
sumably lower capital costs and a shortage of suitably qualified engi-
neer officers weighed with those who ordered steamers. lntriguingly
in the case of the Stag Line, the steamer came after the first motor
ship, to be followed by two larger motor ships.

Of the last three largest raiséd quarter deck bulk carriers produced
by Readheads, the "Hudson Point" was similar in appearance to the earlier
vessels. With a length O.A. of 475', a beam of 61' and a3 loaded draft
of 26', she had a service speed of 13 knots produced by a N.E.M.-Dox-

ford engine. The "Gloxinia" and "Photinia" were given an extra hatch
on the raised quarter deck making a total of four. They each had alength
of 480' O.A.. a beam of 60' and a loaded draft of 26'. They tbo had

N.E.M.-Doxford diesels giving service speedsofl3 knots.

Constructed with deep hatch coamings, self-trimming holds with hop-
per sides and MacGregor folding steel hatch covers, the raised quarter
deck bulk carriers could be employed in a variety of trades including
those in coal, grain, sugar, phosphates and timber. Each cargo hatch
was served by two derricks, each of 5 tons capacity. The first two
ships. "Hudson Deep" and "Rookwood" were built with a wvery definite
view to employment in the carriage of raw sugar. The Hudson Steamship
Co. appears to have made specific arrangements with Tate and Lyles.
and at the time of the completion of the second ship, the "Hudson Point",
it was stated that she would be employed for about nine months of the
year hauling sugar from the West lndies to the United Kingdom. In con-
trast France Fenwick's "Rookwood" was in fact employed for the first
four years of her existence bringing iron ore to Britain from Mediter-
ranean, West African and Norwegian ports. Subsequently she was trans-
ferred to her owners' Canadian operations. When the "Rushwood" was
delivered she proceeded to the St. Lawrence where she was employed
during the open water season carrying coal. In the winter months she
ran in the bulk sugar trade from the West Indies. Granted Hudsons'
interest in the British coastwise coal trade it is perhaps not surprising
that the "Hudson Deep" was used to demonstrate the suitability of large
col]iers for the route between the N.E.Coast and the power stations
on the lower reaches of the Thames. _

The Robinson ships constituted the largest group of deep-sea raised.
quarter deckers and the diversity of their employment is of consider-
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able interest. In a letter to the writer Mr. Nicholas J. Robinson ex-
plained that the "Camellia” and "Cydonia" were built to serve the smaller
ports of the United Kingdom, including the then specialist iron ore
facilities at Workington, Barrow and Port Talbot. When B.I.S. Co.'s
arrangements to employ purpose-built ore carriers came into effect,
the Stag Line ships found profitable employment in the North Atlantic
grain trades. Even when the deep sea trade of smaller United Kingdom
ports virtually disappeared., the "Camellia" and "Cydonia" proved very
suitable for trading up into the Great Lakes via Seaway.

when Robinsons contemplated new tonnage in the mid fifties they
decided to build the largest ships that could load practically full
cargoes on a Great Lakes draft. They also had in mind that the original
war-built "Liberty-size" ships wouid soon be coming to the end of their
useful livesin ever-increasing numbers, and it seemed likely there would
be a continuing demand for vessels of about 10,000 tons deadweight (par-

ticularly in the grain trades). The outcome was the ordering of the
"Gloxinia" and "Photinia" which proved most useful additions to the
fleet. The latter ship demonstrated the versatility of the raised

quarter deck design when she was successfully adapted to lay power
cables across the Cook Strait between the North and South Islands of
New ggglggd and later between Trinidad and Tobago in the West Indies
inl -65.

During the period of development of the large raised quarter decker
it became apparent that world trade in bulk commodities demanded even
greater economies of scale. Larger and larger single deck vessels with
a variety of internal arrangements were built. Increasing numbers of
tramp shipowners interested themselves in specialist tonnage for long-
term contractual employment by industrial undertakings, e.g.B.I.S.Co.,
and in bulk carriercs of sizes in excess of 15,000 tons deadweight suit-
able for a number of trades. .

The break in the continuity of the upper deck in the raised quarter
deck design, with its potentially dangerous diminution in longitudinal
strength which had to be compensated for by increased thickness of
plating, extra steel members and brackets, meant that it was not an
economical and convenient hull form for large bulk carriers. In spite
of a tendency in some conditions to "scoop up" seas in the well, its
sea keeping and cargo carrying attributes had been amply demonstrated
in a variety of arduous trades. However, it may be noted that in his
paper "Seaworthiness of Collier Types" (read in 1931 at the Institute
of Naval Architects), L. C. Burrill placed the raised quarter decker
with engines aft fourth behind the three island type (engine amidships),
the well deck type (raised quarter deck with engines amidships) and
the Arch type (engines amidships) in his study of general seaworthiness
and seakindliness. Presumably subsequent improvements in hull forms,
particularly of bows and sterns had a most beneficial effect. Granted
the origins of the design it is finally significant that two of the
three ship-owning companies concerned with its development were specia-
list collier owners (Hudsons and France Fenwicks), seeking to diver-
sify their interests in face of a decline in British coastwise coal
trades.
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= In December, 1884 and January, 1885,
letters from pilote appesred in the columne of the Liverpool Journal of
Commerce, the object of which was to draw attention to their grievances.
Their statements were impeached by the Pilotage Committee, but the pilots
were not convinced that the proper proportion of net earnings wes paid to
the annuity fund, or that the salaries of masters in charge of pilot boats
should be paid by them. The pilots declare that they are worse off under
the new arrangement than they were before the boste were purchased by the
Trust. They said that in 1884 they were deprived of the privilege of
taking spprentices, and were paid £500 per annum on each boat lees than was
Just. Above 8ll thay insisted that if the Mersey Docke and Harbour Board
continued their ownership in the boats, they should pay the master'e wages
Thie wages question culminated in legasl proceedings, and the pleadings
disclosed many historical facte in connection with pilotage at the Port of
Liverpool.

Prior to 1858 the masters of the pilot boats were chosen by the pilots
themeelves, and the mastere were sll pilots. Mr. Justice Wills, 1in the
course of his judgement, mentioned that the masters or owners were entitled
to teke ten apprentices on board each boat, and these apprentices formed
the crew. 1In 1858 the Mersey Docke and Harbour Board was constituted, and
the Act of Parliament substituted the Board for the Commissioners for the
purpose of regulating the pilotage arrangements. The former Actes were
repealed, but were in substance re-enacted, and the by-laws made by the
Dock Board were very much the same aes those which prevailed during the
existence of the Commissioners. The arrangements were not productive of
anything like friction until 1881, when the Dock Board were themselves
desirous of becoming the owners of the pilot boats, and thy obtained an Act
of Parlisment for the purpose.

The Act, saild Mr Justice Wills, provided for the purchase of boasts by
agreement where possible, and by compulsion if necessary, and the Board
aleo had power, at their discretion, to diminish or increaee the number of
boate. Further, the Board were entitled to engage or dismiss officers,
seamen, workmen, servants, and others,as they thought proper, and under
those powers the Board made the by-law which the plantiffs complained of in
the present action.

In the Act of 1881 nothing could be clearer than that the Dock Board worked
8s well as owned the pilot boats, and the masters held their appointments
direct from the Board. The abolition of the old system of apprenticeship
had not been affected by eny new legislation, but,under a section of the
Act of 1858, and, seeing what the section was, the abolition appeared, in
the opinion of the learned judge, certainly singular. After making esome
obeervatione on the qualifications of masters of pilot boats, and the
ominous word "may" appoint, insted of "shall,” in section 125 of the Act of
1881, Mr Justice Willes gave his decision in favour of the pilots, by which
he considered they would be gainers to the extent of £},160 per annum,
instead of losers of £1,000. Thie decision haes been appealed agasinst

Under any circumstances, the exact amount mey require adjustment, but the
Mersey Docke and Harbour Bosrd will have to account to the pilots for past
payments to masters, estimated at about £7,000, and they will be relieved
in the future from contributing to the wages. The Mersey Docks and Harbour



Board were allowed fourteen days to give notice of appeal, and, 1t 1s saig,
they intend to contest the decision of Mr. Justice Wills. Another bone of
contention is left for wrangling, and this refere to the apprentices, or
what are now termed "boat hands.” The pilote asesert that the deductions by
shares for these are excessive and unfair. Under rule 4 of the by-laws of
June, 1820, the pilots were entitled to take five apprentices, but thig
permission seems to have been amended, and only four were allowed. When,
however, the Board took over the boats, they cancelled the indentures of
all the apprentices, and substituted what are now called “boat hands, " the
number of which to be attached to each pilot boat ehall be five, I
addition to one or more candidates as the Board may consider necessary.
When the Committee of the House of Commons 16 1in eeesion to receive
evidence on matters relative to pilote and pilotage generally, the Dock
Board and the pilots will have the opportunity of stating what has been the
effect of altering the regulations in more than one eence, and as to the
efficiency of the service.

SHIPS TO BREAKEKS.

LEILA 1  ex FRANCIS B ex BLISWORTH (1957)
EUROPE ex OWERKI ex STENTOK ex MEMNON (1959)
APHRODITE ex LEINST:ZR [ 1948 )

NAMr CHANGoS

FoNG MOON ex THEANTO A.S. ex BENVORLICH ex SHEAF KOYAL (1972)
ELENI II ex SPrCIALIST (1975)

AIGINIS ex THAMESFInLD (1977)

TRIDahT DoLTA ex KICKMERS SHANGHAI ex IBN YOUNUS (1977)
NEDLLOYD NSERLANDIA ex NEDLLOYD HOLLANDIA (1977)

GRACECHURCH GeM  ex PACHECO (1986)

ReGAL CHUSAD:R ex FOKUM CRAFTSMAN ex CRAFTSMAN (1972)
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Since aquisition by C.Y.Tung, the names of Manchester Liners and Dart
Container Line cease to exist, and the consortium to which they belong
is known as oocg. MANCHESTER CHALLENGE becomes QOCL CHALLENGE,whilst
DART ATLANTICA15 OOCL ATLANTICA,DART AMERICA 1s OOCL AMEKICA and

DART EUROPX 1s 0OOCL EUROPA.

On Sunday 3rd July, BALMORAL came to Liverpool from Menail Bridge and
Llandudno, to embark passengers for a visit to the Ellesmere Port Boat
Nuseunm. It would be good to know that local authorities encourage
passenger sailings in and around our port, for which there is a potential.

That thils potential exists was shown on the following Sunday, when there
vas a BALMORAL sailing to Llandudno and Menai Straits. The ship salled
with a full load, leaving about 100 passengers without tickets behind.
Next morning she salled for Llandudno from whence a return by rail/road
would be necessary. That ended for the season, Merseysiders opportunity

for a day trip at sea.

hov so deprived of a chance to sall, the more elderly Merseysiders remember
the lure of the Mersey in the 1920's. Daily sailings to Isle of Man, even
to Ramsey on Fridays, Llandudno and the Straits, shorter trips to Eastham
for a shilling, and round the Crosby Lightship for one and sixpence by
FLYING BREEZE or EGEHTON. Even the Rock Ferry sailing was interesting in
viewing Cammell Laird's latest output, and that cost fourpence.

This writer made cruises in VICTORIA to off-Blackpool and in MOMNA round

the Northwest Lightship for four shillings. All providing inspiration to
young Liverpudlians to make for themselves a carecer at sea.

Glorious weather favoured the annual River and Docks cruise of Friends of
the Ferries on Saturday 18th June aboard OVERCHUHCH. Just over 500
passengers enjoyed the event, and there is still plenty to see on the

Mersey, especially at high water. There was one Jarring incident,however,
for when passing the Chilean container ship MAIPO in hoyal Seaforth Dock,
one of the transporter cranes had a breakage of cables. Some of the upper
steelwork and the control cab crashed to the deck, killing the driver.

On Sunday 31st July, there was a power boat race in the Mersey channels.
At one time,one of the boats was reported as in a sinking condition, and
another had to be taken in tow by the motor fishing boat EXCELSIOR.
Hoylake and New Brighton lifeboats were on service.

In July the Greek passenger ship CITY OF POROS was cruising amongst the
Aegean Islands, when grenades were thrown and there was shooting by several
-‘passengers. The ship was badly damaged and set on fire. There was death and
injury and those responsible left the ship in a speedboat. The ship

vas built at Messina in 1962 as VULCANELLO, 668 tons, a 14 knot ferry.

On Sunday 17th July a race of Nobbys took place in the Mersey, after
emerging from Canning entrance. There was a fresh northwesterly breeze

and one of them was dismasted near Woodside, but assistance was at hand
{rom fishing boats EXCELSIOR and BLACK ABBOT, with New Brighton lifeboat

and the County Hescue launch not far away.

The Alexandra Towing Company have moved their head office
from Castle Chambers, Liverpool to London. Towing services on
the Mersey are not affected. Their Chalrman Mr Henry Bicket
retired in May 1988 after nearly 40  years with the firm. He has
Seen the firm through a period of great expansion.

NRP
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STRUCTURE OF STAFF_AND RESPONS1BILITY OF ENGINEERS AT SEA,
CONSIDERING R.M.S. 'QUEEN MARY'

The f{ollowing table shows each FEngineer's rank and respectiv
responcibilisies. It was not always strictly adhered to. bult bein
subject. to available certificated Engineers and the training requirel
for the uncertificated.

The Chief Engineer was in complete charge of the machinery spaces,
drawing information from his Senior Second Engineers and staff re
garding the daily running of the plant and advising the Captain re
availabhiiity of fuel and water stocks. Entertaining was also include
in his brief. This, of course, is a simplification of his duties.

The Staff Chief Engineer was responsible for engineering staff ani
Hotel services to the passengers and crew., such as air conditioning,
erte. He also shared the entertaining with the Chief Engineer. As
above, an over simplification.

Three Senior Second Engineers - Each was in complete charge of th
staft and machinery spaces on his particular watch. They were aptly
named 'Walking Seconds'as they usually visited each machinery compart
ment. (eleven of them!) along the entire ship's length several Limes
each watch! They would collect. repair work lists from the Engineers
incharge of each compartment before the end of the voyage.

Three lntermediate Second Engineers - Each was in charge of the Fo
ward Engine Room, being regarded as the senior one, but they varied
the finer changes in revolutions of the two outboard engines there
as per instructions from the Bridge. These were relayed by telephone
to Nos.2 and 4 Bouiler Rooms., supplying steam to these engines, and
alsn to the After Engine Room.

Three Junior Second Engineers - Each was in charge of the After Engine
Room, housing the two 1nboard engines. They received instructions
from the Forward Engine Rocm, as stated above, and relayed them to
Nos.3 and 5 Beiler Rooms, supplying steam to them. Of course, bott
Engine Rooms had separate telegraph systems for each engine, operated
from the Bridge.

Three Senior Third Engineers - Each was 1in charge of the Forward Gene
rating Room housing three steam turbo-generators, supplying the elec
trical load of the ship, excluding the main propulsion auxiliaries.

Three Intermediate Third Engineers - Each was in charge of the After
Cenerating Room housing four turbo-generators, supplying the elec
trical Joad of the main propulsion auxiliaries.

Three Junior Third Engineers - These Engineers were the ‘'Chemists
of the ship and were 1n charge of the boiler feed water treatment.
They operated a lime plant to remove temporary hardness and a bas:
exchange plant to remove permanent hardness. Southampton Water hat
a hardness of about 12 degrees, so both plants were operating. Nev
York's softer water had about 2% degrees bhardness, so only the base
exchange plant was used. Fach Engineer took samples from one-third
of the twenty-seven boilers and analysed them by a series of chemical
tests. These readings were then logged and the required ‘'dose' of
chemicals prepared, to restore normal conditions for the feed water
content foreach parlticular boiler. They were responsible for all the
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ENGINEER_OFFICERS STAFF_STRUCTURE - R.M.S. QUEEN MARY

DUTY TIME -
= Days
= Watchkeeping
DUTY
NO: RANK TIME RESPONSIBILITY
1 CHIEPF ENGINEER D TOTAL - FOR ALL MAIN KACHINERY; ADVISES
CAPTAIN RE OIL FUEL & WATER STOCKS ETC;
ENTERTAINING, ETC.
1 STAFF CHIEF ENGINEER POR STAFF MATTERS; HOTEL SERVICES; AIR CON-
DITIONING, ETC; ENTERTAINING.
3 SENIOR 2ND ENGINEERS
1ST B8-12 WATCHg COMPLETE FOR ALL MACHINERY AND STAFF
2ND 12- 4 " ON HIS WATCH
3RD 4- 8 "
3 INTERMEDIATE 2ND ENGRS. W
1ST 8-12 WATCH
2ND 12- 4 "
3RD 4- 8 " FOR FORWARD EIGINE ROOM DURING HIS WATCH.
3 JUNIOR 2ND ENGINEERS W

1ST 8-12 WATCH
2ND 12- 4 "
3RD 4- 8 "

FOR AFTER ENGINE ROOM DURING HIS wATCH.

AND CONTINUING IN THE SAME ORDER AS ABOVE -

3

[PV P TPV

s s Car w L Lo L Lo L W s L L

SENIOR 3RD ENGINEERS

INTERKEDIATE 3RD ENGRS.

JUNIOR 3RD ENGINEERS

SENIOR 4TH ENGINEERS -

1sT ... oo
2ND ... e
3RD ...

INTERMEDIATE 4TH ENGRS .

JUNIOR 4TH ENGINEERS
SENIOR S5TH ENGINEERS

INTERMEDIATE 5TH ENGRS.

JUNIOR S5TH ENGINEERS
SENIOR 6TH ENGINEERS

INTERMEDIATE 6TH ENGRS.

JUNIOR 6TH ENGINEERS
SENIOR 7TH ENGINEERS

INTERKMEDIATE 7TH ENGRS.

JUNIOR 7TH ENGINEERS
SENIOR 8TH ENGINEERS

INTERMEDIATE 8TH ENGRS.

JUNIOR 8TH ENGINEERS

— (FLOATING ENGINEERS)
§5. ENGINEERS IN TOTAL

w

W
W
D
D
D
w
w
w
w
w
w
v
W
W
W
W
W
W
W

FOR FORWARD GENERATOR ROOM
FOR AFTER GENERATOR ROOM
FOR WATER SOFTENING PLANT -

FOR CHIEFS' OFFICE

FOR HOTEL SERVICES

FOR DECK WORK

FOR OIL FUEL

FOR NO.2 BOILER ROOM

FOR NO.3 BOILER ROONM

FOR NO.4 BOILER ROOM

FOR NO.5 BOILER ROOM

FOR THE STEERING GEAR

FOR NO.1l BOILER ROOMN

FOR FEED PUMPS IN THE FORWARD ENGINE ROOM
FOR PEED PUMPS IN THE APTER ENGINE ROON
BPOR THE LUBRICATING OIL SYSTEM IN THE
FORWARD ENGINE ROOM

FOR LUBRICATING OIL SYSTEL IN THE AFTER
ENGINE ROOM

AIR CONDITIONING

FOR THE SHAFT TUNNELS

AS REQUIRED - REPAIRS, RELIEVING.  ETC.
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water tanks in the ship - reserve feed, domestic and drinking water.
They also took oxygen tests of the feed water each voyage.

Three Senior Fourth Engineers - As the chart shows, these three Engi-
neers worked day work duties. Their responsibilities were divided
as follows: -
lst Senior Fourth - Assisted in the Chief's Office with clerical
work, such as staff watch rotas. repair lists,leave lists, logs
and correspondence for both Chiefs.
2nd Senior Fourth - Supervised the work required in the Hotel
services - kitchens, etc. Supervised the operation of the'Carrier’
air conditioning plant for the main public rooms and the normal
ventilation and heating system of the passenger and crew accom-
modation.,
3rd Senior Fourth - Was the Deck Engineer responsible for the
maintenance of the twenty-four lifeboat diesel engines, ship's
sirens and wirldlasses. He also assisted where necessary. in re-
pairing defects in kitchen auxiliaries under the supervision
of the Hotel Services Engineer.

Three Intermediate Fourth Engineers - Controlled the oil fuel systen
of the ship. They pumped the oil fuel required by the five Boiler
rooms, about one-thousand tonsger day., from the oil fuel storage

tanks, which lined both sides of the ship, into the 'ready use' or
'settling' tanks. There any water present settled and was drawn off
before changing over to a full tank. One watch changed Nos.1l, 2 and
3 Boiler Rooms, the next watch changed over Nos.4 and 5 BRciler Rooms
and this cycle continued untii the end of the voyage. While each par-
tially empty 'settling' tank was being refilled the steam or electric
transfer pumps were being run simultaneously. Other tanks, when empty.
would later be refiljed with sea water for ballast purposes. Soundings
of all o0il fuel! tanks in use were taken at the end of every watch
and the consumption per watch and per day calculated.

Three Junior rourth Engineers - In charge of No.2 Boiler Room which.
together with No.4 Boiler Room, supplied steam to the two outer engines
in the Forward Engine Room. No.2 Boiler Room was regarded as the senicr
one of the two, because fine adjustments to the steam pressure were
made there as necessary. Each Boiler Rcom contained six water tube
boilers. The Engineers were responsible for the steaming of these
boilers so as to give a steady steam supply, effect efficient com-
bustion and ensure that the feed water supply was constant. The bonilers
were of the Yarrow type, being side-{ired with seven burners each.
Under steady steaming conditions the Engineer on watch  instructed
the firemen to clean and replace the fourteecn burner tips of his ‘own
two boilers. Superheater and air heater soot blowers were operated
each night. Every voyage afire drill was carried out 1n each Boiler
Room

Three Senior Fifth Y¥ngineers In charge of No.3 Boiler Room which,
together with No.5 Boiler Room, supplied steam to the two inner engines
in the After Engine Room. No.3 was the secnior DBoiler Room and the
Engineers' duties were as above.

Three [ntermediate Fifth Engineers - In charge of No.4 Boiler Room.
the junior one. They kept as steady 4 steam supply as possible, but
left the final adjustment of steam pressure to the Engineer 1n charge
of No.2 Boiler Room.

Three Junior Fifth Engineers - In charge of No.5 Boiler‘Room, Qqain
the )junior one. They kept steady steam conditions, the final adjust-
ments of steam pressure being made by the Engineer in charge of No.3
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Boiler Room.

Three Senior Sixth Engineers - Kept watches in the steering gear com-
partment, housing the telemutors which controlled the rudder movement
as the ship answered the helm. This was the most after compartment
above the rudder and Very noisy - a most unpleasant place to be in
bad weather,as the ship pitched and yawed'

Three Intermediate Sixth Engineers They were in charge of No.1
Boiler Room, housing the three 'Scotch’ type Boilers, which supplied
steam to the Forward or Hotel Services Generating Room.
Three Junior Sixth Engineers - They assisted their respective Inter-
mediate Seconds, who were in charge of the Forward Engine Room. They
controlled the four steam turbo feed Pumps, two normally in use, which
supplied feed water to the boilers of Nos.2 and 4 Boiler Rooms. They
answered the telephones to and from the Bridge and Boiler Rooms. They
also took hourly readings of the two revolution counters, then worked
out the hourly average and also the average for the four -hour watch.
Three Senior Seventh Engineers - They assisted their respective Junior
Seconds 1n the After Engine Room. Duties as above. They controlled
the steam turbo feed pumps which supplied feed water to the Boilers
of Nos.3 and 5 Boiler Rooms.

Three Intermediate Seventh Engineers - In charge of the lubricating
0il system of the two outboard sets of engines in the Forward Engine
Room. They checked the o0il temperatures of the turbine and pinion
bearings of the four turbines which comprise each set, along with
the oil sprayers to each of the four pinions of the gear wheels. Each
set of engines had its own separate forced lubrication system, which
also lubricated the bearings and thrust pads of each 'Michell' thrust
block. Water separators were run continuously to extract any water
pvresent in the lubricating oil. Samples of o0il were taken each voyage
and a series of chemical tests carried out to ensure purity. These
Engineers also assisted the platform Seconds of the watch, as required.
Three Junior Seventh Engineers - In charge of the lubricating o1l
systems of the two inbcard engines in the After Engine Room, with
duties as above

Three Senior Eighth Engineers - They were watchkeepers who assisted
the Hotel Services Engineer, monitored the temperature and relative
humidity of the main public rooms and adjusted the speeds of the
supply and extraction fans accordingly. They helped to run the 'Carrier
air conditioning plant to these rooms, as was required. They were
responsible for complying with any passenger's requests re venti-
lation.

Three  Intermediate Eighth Engineers - They were in charge of the
'tunnels', the compartments which housed the four propeller shafts.
They supervised the shafts' bearings and plummer block _temperatures
and their lubrication. They also monitored the sea water ingress from
the large shaft glands, tightened them as necessary and pumped the
sea water overboard. _
Three Junior Eighth Engineers - These Engineers called 'Floatmg
mineers'were useful on each watch, in the workshop. to help ln any
emergency or to relieve other Engineers when necessary. In't:,ms way
they gained helpful experience for late.r promotion . As a 'Floating
Engineer,' one amusing jobI had to supervise was in one of Lhe funnels.
To prevent soot depcsits from falling on passengers, the b01ler‘uptake
gases were washed with sprays of sea water in soo't‘. collectors situated
inside the funnel. An electric pump 1in the Boiler Room pumped the
sea water into a circular manifold pipe, located above eac_h soot
collector, to which rubber tubes were attached. The resulting sul-
phuric acid-laden sea water was then discharged overboard. Mussels grew
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in this manifold pipe to quite a large size, choking the orifices
of the rubber tubes. The job was to disconnect the manifold
pipe and remove these unwelcome stowaways!

Fog Stand-bys at sea

Fog was a particular problem on the North Atlantic, especially
near the Canadian coast. A staff rota was drawn up so as to main-
tain two extra Engineers in each Engine Room, in case of emer-
gency. The rota covered the four hours following each watch.
so that having done one such duty, once would have several off.
Some lasted only a few minutes, the ship passing through a small
fog bank, others for the entire four hours. As one had to use
two lifts to reach the Engine Rooms, it sometimes happened that
the fog stand-by was of such a short duration that one arrived
too late to 'sign in' at the CEngine Room platform. In this case
the stand-by duty did not count! Such was the sense ot responsi

bility in those days that these conditions were accepted without
any extra pay.

Entering Port

On approaching a port, prior to picking up the pilot, more in-
tensive stand-by conditions prevailed. Al]l Enginers were called
out to double-man the machinery spaces. On stopping to pick up
the pilot, the 'time of arrival' was telephoned down from the
Bridge to both Engine Rooms. then the two revolution counter
readings were immediately taken and so the total revolutions of

the complete voyage calculated. The stand-bys up the Rivers
Solent and Hudson were somewhat lengthy and the usual ‘'Full Ahead'
revolutions, which applied at sea, were reduced to 100. Further

adjustments werec made by varying the settings of Lhe manoeuvr-
ing valves to give the cormsponding steam pressures for half speed,
slow, dead slow and stop. A double ring on the Engine Room tele-
graph of 'Finished with Engines' denoted the end of the stand-
by. Before rceiving this order there was always a waiting period
of, roughly, twenty minutes after the final engine movement. while
the ship, though alongside the quay., was being satisfactorily
secured. Sometimes the Deck Otficer would forget to ring this
final instruction and two-thirds of the entire Engineering staff
would be kept waiting. Thereafter one always felt uneasy! The
cost of running such a great auxiliary plant (and boilers) must
have been considerable. The Staff Chief Engineer was expected
to deal with this!

On Arrival in Port

The ship having been secured and the stand-by condition ended,
the staff in charge of the watch commenced the shut-down of the
plant -

Engine Rooms -

The manoeuvring valves of all four engines were tightly

closed. The turning gears of each engine engaged so as to

lock their propeller shafts, and the turbines connected to
them, in a stationary position. The auxiliary plant associated
with the four main condensers was then shut down. As this was
all electric, the electrical load on the main generating room
switchboard began to fall away. So if three turbo-generators were
running there, the Engineer in charge considered shutting one
down.

32



Boiler Rooms

The shuttingdown of the twenty-four boilers in the four main
boiler rooms took place simultaneously with the shutting down of the
engine rooms, each boiler being filled with feed water to the "full
guage glass" condition, the burners withdrawn and the forced draught
fans stopped., The steam pressure was allowed to fall back and the air-
lock doors opened. By this time very little electrical load remained
of the main propulsion auxiliary plant and the two remaining generators
of the main generator room would be shut down after transferring this
remaining electrical loadto the hotel services generator room. Thus
the main generator room was then shut down altogether.

The passengers then going ashore, the. hotel services electrical
load for cooking, lighting and ventilation was dramatically reduced
as the kitchens were shut down which., together with the stopping of
deck machinery, air conditioning plants, lifts and sanitary services,
meant that only one generator would be required in the forward or hotel
service generator room. Also one 'Scotch'boller only would then be
required in No.l boiler room to supply that steam. That drop in elec-
trical load was quite rapid and, if three generators were running, the
two not required would be shut down in quick succession.

Port Conditions
After the shut-down of plant was completed the rest of the arrival
day was generally regarded as off duty time. ' However, in New York,
where the time in port was only about three days, the 'estimated time
of arrival' was naturally keenly noted, an early arrival being much
preferred! Some very short "turnabouts" in New York. on the other
hand, could be expected if the ship was delayed by fog or bad weather.
Pnort watches were arranged for Engineers manning -
(1) Water softening plant
(2) 0Oil transfers
(3) Forward or Hotel Services Generator Room
(4) No. 1 Boiler Room
These twelve Engineers remaining on their usual sea watches. -
The remaining Engineers would revert to day work duties the day
after arrival day. each to the compartment which he would man at sea.
Work lists would have been compiled and  ork designated to each Engineer

by the "Walking Seconds"”. ‘Cunard’ only employed Shore fitteers for
any particularly heavy or major work necessary. their own Engineers
performing the lighter, routine repairs themselves. Typical work would

have been attending to various boiler leaks. boiler guage glass renewals.
the testing of the main condensers for leaks with an ultra violet ray
lamp, supervising the cleaning of all boiler burner tips and the oil
fuel pump strainers. The water softening Engineers were engaged in
filling reserve feed, domestic and drinking water tanks, opening the
air cocks on the boilers as they cooled and dosing them with the chemical
solutions prepared beforehand to establish stable conditions of the
feed water in each boiler.

Even as the tugs moved away. the first of the oll fuel barges came
alongside. Her oil delivery and steam supply pipes were secured and
approximately 5.000 tons of warm oil fuel were pumped into the oil fuel
Storage tanks, which line Lhe ship on each side. being controlled by
the 0il Transfer Enyineer at the rate of 200/300 tons per hour. Espec-
ially before the pound was devalued from 4 dollars to 2 dollars 80 cents
it was usual to 'top up' all the oil fuel storage tanks again immediately
before sailing, so as to take away every available ton.

The Engineers in both hotel service and main generator rooms carried
out any necessary repair on the idle generators, as did the engineers
of No.l boiler room.
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The bulk of the repair work was expected to be completed during
this second day in port, perhaps the only full working day, and the
remainder completed by noon on the third day, su as to give the engineers
a half day off duty if possible, the sea watches starting again at mjd-
night that ni.ght.

At this time the main engine circulating pumps and auxiliary plant
were started up and steam admitted to the main engines to begin warm-
ing them through, being periodically turned by the turning gear - main-
taining 15" vacuum on the main condensers. To supply this electrical
power the first generator would already have been on load in the main
generator room. Steam raising would already have been commenced by
lighting up the two wing fires of each of- the twenty-four boilers,
Being of the Yarrow water-tube type, steam raising was carried out
safely and rapidly and full pressure was reached in several hours.
As the hotel services electrical load was increased prior to the passen-
gers embarking, extra generators were 'run up' as necessary.

The Captain carried out an inspection of the ship during the morn-
ing of sailing day and the engineers presented themselves in the main
corridor of 'D' deck. The Captain did not inspect the engineers' quar:
ters, nor the machinery spaces., but left the inspection of these com-
partments to the Chief Engineer.

Following this inspection the Captain conducted a crew boat drill

at 11 a.m. Several lifeboats at random were lowered and their diesel
engines started by the deck engineer. The three ship's sirens were
then tested - a familiar sound to New Yorkers, as they could be heard

at a distance of ten miles!

Next, the Chief Engineer conducted a trial of each of the four
engines. The 15" vacuum was raised to maximum and the turning gear
disengaged prior to giving each engine a 'kick' ahead via the steam
manoeuvring valve and stopping it immediately afterwards with a little
astern steam, to instructions from the Bridge.

Leaving Port
When leaving port, the same conditions applied as for . the 'stand-

by' for arrival. As the order rang on the engine room telegraphs the
engineers of the previous watch took up their positions. Cunard ships
always docked bow first in port. At Pier 90 New York, even with the
help of tugs, a prolonged 'Full Astern' movement, of some minutes dura-
tion, was needed to clear the berth.

Although 50% of full power only was available at the astern tur-
bines, the sudden contrast from a minimum to a maximum steam flow, as
many of the 168 burners of the main boilers were ignited, was a problen,
the operation having to be performed without producing smoke - and a
possible fine to the Company! This operation was compounded by a sudden
stop being ordered, as the tugs slew the chip till she was parallel
to the river. This part of the job over, there followed a fairly leisu-
rely run medy pun down the Hudson River at the usual 100 r.p.m. to
Ambrose light vessel, where the Pilot disembarked. The revolution
counter reading of each engine was then taken which, together with
the time. signified the start of another voyage.

The above pattern was also followed when leaving Southampton.

Of course. routine calls were also made at Cherbourg and Halifax.
Nova Scotia, where no river manoeuvring was involved. There the ‘stand-
bys' were of relatively short duration. Steam was maintained on all
boilers for the short periods (roughly 2 hours) in port.
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LIVERPOOL NAUTICAL RESEARCH SOCIETY

ACCOUNTS FOR THE YEAR ENDED 30th APRIL 1988

EXPENDITURE

BANK CHABGES
'THE BULLETIN'
SUNDRY PRINTING
POSTAGES
CHRISTMAS SOCIAL

*TRANSACTIONS!
(cost to 30/4/88)

SPEAKERS' EXPENSES
MISCELLANEOUS

CURRENT A/c BALANCE
30/4/88
DEPOSIT A/o BALANCE
30/4/88

1987/8 1986/7
- 430.46
110,00 147.60
15.90 12.20
50465 10.07
11.96 -
100.00 -
10,00
10.00
256,12
£ 964,63 £ 600,33
BALANCE SHEET
1987/8 1986/7
450,89 73.02
819.92 561.21
47.40
313.14
€ 121080 € 994,77

A it

HON, TREASURER
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>

INCOME 19817/8
SUBSCRIPTIOsS 383,02
SALE OF LIFEBOAT BOOKS -
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SALE QF REFRESHMENTS 29.84
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ADVERTISING REVENUE 100,00

( *TRANSACTIONS')
£.564,63

1987/8
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DEPOSIT A/c BALANCE 800,00
30/4/87

DEPOSIT A/c INTBREST 19.92

BALANCE INCOME, ZXPENSES 256.12

—

£ 1270,81
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MARITIME HISTORY SEMINAR at L'pool University.

Last December a few members were invited to attend a seminar
at t{e Dept. of Economic Historye. The speaker, Professor
Lewis R. Fischer of the Maritime Studies Research Unit of
the Yemorial University of Newfoundland, presented the resul-
ts of research into the wages of sailors on British sailing
vessels over the period 1863 to 1900. The tables produced
then are here reproduced. There seems to be great opportun-
ities of further research into why there were so many variat-
ions.

We hope for an article from 'Skip' Fischer in the near future.

TABLE 1
REGION_OF JOINING_FOR _WAGE SAMPLE OF ABS DON_ BRITISH

EMPIRE_SAILING VESSELS, 1863-1900
REGTON NUMEER PERCENT
Erpland 34067 - 28. 8%
Wales 7718 6.5
Scotlard 3619 3.1
Trelanc 4652 3.9
Northern Europe 18517 15.7
Canada S141 4.3
United States 35053 29.7
llest Irdies 1412 1.2
Souilh fmerica 4594 3.9
India &nd NAsia 1949 1.6
Australia 1509 1.2
Totals 118237 100.0

Notes: Africa, Oceania, New Zealand and southern Eurape have
been excluded from the analysis because of insufficient cases in
tog many years. The sample includes Ahle-hnodied seamen serving
on sailing vessels registered in Yarmouth, Halifax, and Windsor.
Nova Scotia; Saint John, New Brunswick; and those captured in a
one percent cample of all non-Canadian British Empire sailing
vessele., For concistency, the sample also excludes all crew paid
in any currency besides sterling or dollars.

Source: Memorial University of Newfoundland. Atlantic Canad?
Shipping Project, Computer Files derived from British Empire
Agreprments and Arccounts of Crew, 1863-1900 (Hereafter referred to

as "Crew List Wage Data Set™).



JABLE 2

MEAN_WAGES_FOR ABRLE-BODIED SEAMEN_RECRUITED IN

ENGLISH_PORTS, 18632-1300
(£ Sterling per month)

YEAR MEAN WAGES YEAR MEAN_WNGES
1005 3. 09 188 c.98
1814 3. 641 1843 3.01
1RG5 .99 1884 2.38
10056 3. 31 1885 .93
) RAINY4 J. 11 188¢€ e.73
18648 2. 96 1887 c. 62
10R.3 c. 89 1888 2. €1
1270 .83 1883 2.22
1071 2. 96 1890 2. 26
187¢& 3. 326 1831 3.461
1873 3. 58 1892 3.¢c6
1874 3. 60 1893 2. 02
107% 3. 43 1894 c.77
1876 3.38 189S c.94
1877 3. 322 189¢€ .77
1878 3.10 1837 c.87
1873 2.72 1898 .82
1080 c. €62 18939 c.99
10181 c.78 1900 3. 04

Saource: Crew List Wage Data Set.

TABLE 14
AVERAGE WARES AND WAGE DIFFERENTIALS, 1863-1900
(£ Sterling per month)
REGION AVERAGE WAGE  DIFFERENTIAL FROM ENGLAND
England 3. 06 o
Canacda 5. 38 +2.32
Inited States 4. 846 +1.80
Australia 4, +1.05
Seuth America 3. +0.55
West TIrdies . +0. 24
Scctland ) +0, 2¢
ireland =, +0.17
Hat ey > -0.04
Norihern Zurope . -0. 12
India/Sautheast Asia U -0.12

Note: Cuoapiled by cowmputing a weiphted average of mran wages for
each regicrm irn each yea,

Suurce: Crew List Wage Data Set,
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TABLE 13

INDEX_OF WAGES PAID TO AELE_BODIED SEAMEN RECRUITED IN
- VARIOUS_REGIONS, 1863-1900
(English Wages = 100 for each year)

YEAR ENG AL SCO IRE EUR CAN USA WIN SAM IND i

16635 2.09 88 111 126 91 247 1329 97 157 8z 1
1864 3. 41 80 111 104 83 204 174, 666 112 75 110
1065 2. 99 97 107 119 83 £10 =40 . €7 127 76 1
18E6 3.31 96 108 108 77 171 143 98 1\z& 700 1.
1067 3. 11 8e 103 105 91 163 173 120 140 ar 1
1A648 &, 96 94 11¢ 111 95 176 183 99 134 a3 1=
1869 . 89 107 105 123 90 173 200 128 1351 EER S
1870 . 83 99 110 106 94 11 200 111 143 20 1r
1071 & 36 86 107 105 9z &11 201 109 134 LIAN §5
187 3. 36 93 106 105 o &4 175 111 118 as 1=
18675 2.58 97 108 108 88 160 1€6 96 122 8z 11
1874 3. 60 298 106 103 94 189 163 105 130 a8 1n
VAT 3. 43 95 11 119 96 169 142 102 119 20 @
1876 3. 38 100 11 108 97 142 185 104 1285 98 148
1677 3. 32 97 118 108 97 134 125 105 1¢&€ 92
1870 3. 10 97 107 105 98 129 130 1035 118 (oo |4
1679 c.7c S 107 106 107 128 151 111 189 108 (&3
1880 AN ST 3¢ 112 108 109 163 173 95 1&e 11g 1w
inns . 78 102 102 108 102 169 183 96 1&3 106 it
188 .28 105 106 97 99 g&£11 179 1892 11z 101 |n
j6ns 3. 01 101 187 107 100 212 178 116 116 J00 3¢
1894 <. 98 100 110 103 102 194 161 108 120 101 15
16065 c. 33 101 97 94 98 180 115 120 120 102 ¢

1886 2.73 93 95 105 103 181 169 102 112 99 14
1887 <. 62 97 95 102 105 195 184 115 127 111 5

1848 .61 106 103 102 107 202 1832 11€ 121 114 (7
16889 3.3 102 103 112 95 157 142 9z 110 91 1+
1890 3. 36 103 99 117 90 171 139 100 106 96 149
1631 .41 106 103 37 9% 184 135 88 107 100 11y
189 3. 26 102 126 10} 99 153 144 25 105 94  qe:
1895 e. 8z 106 98 107 106 149 1ec 123 118 116 11}
1824 .77 106 104 106 108 184 143 117 110 113 1ns
1025 c. 24 29 38 94 91 168 117 116 117 112 a7
1826 c. 77 102 107 104 99 159 136 10& 11&T 93 111
18937 <. 87 105 98 105 99 1S3 128 105 119 106 ;o
18928 .03 104 97 1014 95 121 142 131 112 107 3=
10499 .99 101 100 100 95 131 132 100 112 100 14y
1200 3. 04 29 29 99 107 1€8 134 99 1236 101 106
Notes: Eviglich wages are iv £ Sterling and fractionme of ¢y

unit (see Table 2). WAL = Wales; SCO = Scotland: Ime -
Ireland; EUR = Northern Ewrope; CAN = Canaday USH =

United States; WIN = West Indies; SAM = Soauth Amerie.,.
IND = Irndia/Southeast Asia; AUS = Australia. B

Sourcae: Crew List Wage Data Set.




TABLE 20

LIVERFOOL WAGES IN COMPARATIVE PERSPECTIVE, 1863-19300:
ABLE-BODIED SEAMEN ON SAIL ING VESSELS
(£ STERLING PER MONTH)

YEAR MEAN LIVERPOOL_WAGES % _ ENGLAND . % _LONDON
1862 2.7e 88% 127%
1864 3. 30 97 150
1BES 2.78 93 129
18¢e6 3.07 93 113
1RE7 2.91 94 128
1REC8 2. 80 95 131
1869 2.65 e : 1325
1870 2. 56 30 117
1A71 2.67 90 ) R
1R72 3.12 93 115
1073 3. 41 95 110
1674 32.321 9c 103
1875 3. 26 95 107
1876 3. 21 95 105
-1877 2. 19 96 105
1878 2.75 89 9z
1879 2.28 84 110
1880 2. 16 8z 100
1881 2. 29 8¢& 98
188z= 2. 56 86 0
1883 2. 81 93 102
1884 c. 88 97 96
1885 2. 38 81 110
188¢€ 2.13 78 98
1887 2.12 81 102
1888 a. 22 85 105
1889 .69 83 a8
1830 2.93 a7 S
18391 3. 05 89 939
189 3.04 93 100
1832 2.17 77 73
18394 2.17 78 3
1835 2. 14 73 100
183¢€ 2. 15 78 100
1837 2. 34 8e 105
1838 2.15 76 96
1893 2. 91 97 94
1300 3. 00 99 100
Notes: Includes 192855 cases for Liverpool; 7450 cases for
London.

Sionvece: Crew List Wage Data Set.
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TABLE &1

REAL WAGES FOR_LIVERFOOL ARS, 1863-1900
(In 1850 & Sterling)

Year Real Wages Year Real Wages
1863 £2.53 1882 £2. 42
1864 3.11 1883 2.75
1865 2.59 1884 2.a8
18€6 2. 69 1885 2.48
1867 2. 40 1886 2.3¢2
18€8 2.35 1887 2. 44
1869 2. 34 1888 2.49
1870 2.27 1889 2.9
1871 2. 36 1850 3.22
1872 2.61 1891 3.3
1873 2.80 1892 3.30
1874 £.83 1893 2.42
1875 2.88 1894 2. 43
187¢ 2.9 1895 2.55
1877 2.8z 1896 2.59
1878 z.50 1837 2.7e
1873 2.21 1838 2.47
1880 c. 02 1839 3.38
1881 2.c8 1900 3.37

Notes: The calculations are based orn the assumption that all
wages are spent in Englard.

Source: Crew List Wage Data Set deflated by "Average Retail

Frices” in G.H. Woad, "Real Wages arnd the Standard of Comfort
since 1850," as cited in B.R. Mitchell and Phyllis Deane, .
Abstract of British Historical Statistics (Cambridge, 1968), ¥
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*, low to the Everton and Fitzjames. Time has not nllowed me
yet to track down the demise of e er, but the following is
what I currently have:

Everton. Lloyds Regieter ¢1874 details her as Lady Bowen, ex
Everton. DBarque 892 net tons. Built Hartley at Miramichl 1861.
Owner: R. Townes & Co., Sydney. The 1876/7 LR gives her owner

as Stuart & Co. Sydney.

She departed Kalyx, Sweden on Oct 22 1874 with a timber cargo

for Adelaide, under Captein Fergusson. After a protracted passage
through the oultvicand North Sea she anchored off Sheerness on

Dec, 17 and Capt. Fergusson promptly resigned (no reason given).
He was replaced by Captain Alfred Nicholas, but a fresh start

was not made until January 29. Heavy weather in Biscay caused
the freshwater tanke to leak and they had to put in to St Vincent
for fresh supplies. In Lat. 43 8 Long 11,52W 'an extremely
violent gale was experienced in which the whole of the steering
gear was destroyed.' Temporary tackle8 were rigged to steer

the ship and she made for the safety of Capetown. Arrived

there May 3. Cargo discharged to allow unshipping of the rudder,
when it was found that only one of the pintals was still in place.
A lucky escepe. After repalrs and reloading cargo, departed

July 16. Arrived Port Adelaide August 26 1875.

I have recently found a further arrival at Port Adelaide - viz:
Arrived November 6 1879, ex Puget Sound July 25, via Sydney
October 15 (called there for orders). She carried timber and
was commanded by Captain Charles Barnes. Owner then given in
Lboyds Register as J.C. Ellis, Sydney.

Fitzjames. In 'White Star', Roy Anderson gives her arrival at
sbon, leeking, as February 14 1866, Con emned as unseaworthy
there. I have very little positive information for the following
decade or so. She is still in Lloyds Register dinto the early
18708 - Capt. Wardrop, en route Liverpool-Australia; no owner

given. However, until I can trace her eventual arrival at
Melbourne, this period cannot be clarified. It seems likely
that after being condemned she was sold locally, repaired and
sent off to complete her interrupted voyage to Melbourne.

At 8l1 events she did make it to Melbourne. It is unlikely

that she ever made a trading voyage after that, but conférmation
of that will have to walt until I am able to trace her movements
in Victorian waters. A story that I have dug up about her states
that 'after many vicissitudes she became the property of Melbourne
men. Fitting her out was contemplated, but abandoned, and it is
stated that her last owner [this refers to a Mr Donaldson, her
lest owner in Melbourne, before she came to Adelaide] seriously
thought of sinking her at the end of a pier to make "a wool shed.'

However, at this stage (1876) the South Australian Government
came on the scene, searching for a suitable vessel to be used
as a quarantine hulk for Port Adelaide. They bought the Fitzjames
and she was towed round to Port Adelaide in the excellent ne
of three days. Her lower masts were still stepped, but in all
she vwas in terrible shape. A lot of work was done to make her
habitable, and by early December 1876 she was at anchor two
miles off the Semaphore.

She continued here in the role of quarantine hulk until the
beginning of 1880. At thie time it was clear she was inadequate
for the purpose and the gquarantine station was tranasferred to
Torrens Island, in Adelaide's Port River. The Fitzjemes was then
at once taken over by the Boys Reformatory to house recalcitrant
youngsters, still anchored out in Gulf St Vincent. Despite
ber poor condition, which steadily deteriorated further as time
went by, she continued in tils role until May 1891. At this
point the boys were taken off and housed on shore. This was
probably the end of her career, but I have not yet been able
to track down her fate.

You mizht also be interested in an item I have recently
come across. In The Pa.sage ;lakers, the little brig owned by
Baines, the \lannan, hes an entry stating: No record of her sailing
to Australia, That can nov be amended, because she arrived at
Port Adelaide on January 31 1854 from Liverpool. No other
details on this yet. ‘4’
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Recent News

On 1st October last the Pilotage Acts based on the Pilotage Act
1913 were no longer in force. In the/r stead local port author-
ities are empowered to operate pilot services.

Until 30th September pilots in the United Kingdom were self-em-
ployed. Now in Liverpool their status is that of employees of
the Mersey Docks & Harbour Co.

The number of pilots early in 1987 at Liverpool was almost 150.
The number at the beginning of June was 94. Now there are 67.

Pilotage for vessels up to 1600 tons is no longer compulsory.
The design of modern vessels is such that vessels of 1599 ton
are perhaps three times as large as those of two decades ago.

With much reduced crews and inereasingly complicated safety
regulations masters will be under great strain when they are
expected to reduce costs by refusing the srvices of pilots.

The "pame"™ BULLETIN

Only one suggestion has been put forward to replace the title
of this publucation. Diana Hirst thinks the name NAUTILUS is
worthy of consideration.

The Editor thinks the name MARITIME MERSEYSIDE apfbfh‘cf-e )
WHAT DOES OUR READER THINK 2?7

The Council are going to discuss this shortly.
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£ditorial Notes

Thic issue completes the 'inside story’ of the Engineers on the Cunsrt
‘Queens'. Ernest Cross has offerred another contribution to be printed in
the Summer or Autumn issue next year.

It is just sixty years since the VESTRIS sank with heavy loss of life anc
it 1s fitting to mark this little remembered disaster with an article
Does anyone know surviving relatives of Capt Carey or Chiet Officer
Johnston?

The Science Museum, South Kensington, 1s one of our corporate members ant
we are indebted to Mr Day for his contribution.

Society Notes

Would members please note that the January and February meetings will be
held at the Maritime Museum at lunch-time. Coffee will be available before
the business commences

At the October meeting 8 good turn-out of members heard James Cowden give
an interesting and entertaining talk about his travels in the Pacific on an
Elder Dempster container ship.

The well-attended November meeting on 'Freak Ships' produced a lively
question and answer session and Dr Barrass could have had no doubt of the
interest which his talk about ships of unusual design produced

There ic a note from the Secretary,on a later page, about the proposed visit
to British Nuclear Fuels at Capenhurst.
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Of 8ll the incidents I've studied and written about, none has stirred in me more
variety of emotion and feeling than the loss of the VESTRIS: anger, sympathy, pity,
despair, humour, helplessness, irritation, annoyance - both rationsl and irrational.
The tragedy was born of a system into which was built laxity and Iincompetence So
many minor impertections had been accepted over the years by many reponsible people
that when a list developed, those impertfections added up to a condition which had to
be as fatal as an exocet missile.

S§.S. VESTRIS left New York carrying 188 passengers on Saturday 10th November 1628 at
1600 bound for South American ports. With something like 3,000 tons of cargz ir the
hold and a similar amount of coal in the bunkers, this was a normal routine voyage.
Dropping the pilot off Ambrose Lightvessel in calm weather, she sailed South with
winds increasing steadily from the NE. At 0200 Sunday she had a list of 5< to
starboard. By noon the same day the vessel would not steer properly in the gale
force winds; no attempt was made to bring her head to wind and sea. She was allowed
to lie in the trough of the high seas with the wind at NE 7/8 and s list of Sto 7
degrees.

At 1930 the ship was struck by a couple of heavy seas and water was entering
through badly fitting openings in the upper hull. The list became markedly greater
(perhaps 20=). Things began to go wrong with the pumps. Then, about 0830 Monday a
general alarm was broadcast on W/T Radio and an SOS sent out at 0956. The ship
foundered shortly after 1400 Monday with the loss of 112 ot which 52 were
passengers including 29 women and all 12 children on board. As the vessel turned
over, the Master walked down the port side of the hull without a life-jacket. His
last words were, "My God. My God. I am not to blame for this".

For over forty years a New York - South America Service had been operated by Lamport
and Holt & Co. Four passenger-cargo vessels of the 42 strong Liverpool, Brazil &
River Plate Steam Navihation Co fleet (wholly owned by L&H) were placed on the run:
VAUBAN, VESTRIS, VANDYCK and VOLTAIRE. Of the four originally built in 1911/12, the
latter was captured by a German raider in 1916. A new VOLTAIRE, built in 1923 to
the same design, was ‘Commodore’ ship. After the lst World War the "V" ships,
released from Government service, were dry-docked at Hoboken and did not return to
the UK. The crews were mostly from Barbados: the Master and Mates from the UK. A
system of reliefs for leave, promotion, retirement and health was irregular but
generally arranged to allow leave at less than two-yearly intervals.

One of the four ships sailed trom New York every week. Prior to salling cargo
loading was discussed at the Broadway offices ot Sanderson & Co, the Agents.

H Wheeler, an employee of Sandersons acting as marine superintendent, held a losding
conference in his office on the loading berth on the day before sailing. Customerily
the Master and Mate of the ship concerned attended. The Stevedores, Hogan & Co. were
experienced and of good repute. But their disposition of the cargo was controlled by
1) instructions from Wheeler to fill the ship with cargo and coal, 2) the cargo having
to be placed so as to be accesible at the various ports of call and 3> the cargo
arriving at the quay to be loaded up to the last minute. David Cook, Managing
Director of Sanderson & Co (formerly of L & H, Liverpool) said later, "Shippers demand
that we take their cargo right up to the last moment. Very oftan their credits are
running out at the bank and that sort of thing and great pressure is put upon me at
the office to take their cargo 1if it is delivered on the morning of sailing. If I do
not do it other lines will and other lines do not have the regulations to adhere to
that we have".The VESTRIS, 10,494 grt, 6,622 nrt, built at Belfast, 495.5ft long, 60.8ft
beam was a shelter-deck vessel with twin screws having a speed of 13.5 knots. Her
nean losded draft gave a freeboard of 5ft lkins and one of the importarit features of
the sinking arising at the Inquiry into the loss of the ship was the sailing draft.
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There had been a history of these ships sailing overloaded. It is certain that e,
one of the principal officers and officials both ashore and aflost knew thet .
years earlier the ship had sailed in an overloaded condition and that the Bos:

Trade had asked for an explanation:-
Merchantile Marire
foard of
Longe,
10th Koventy: .

Gentlemen

I am directed by the Beard of Trade to state that it appears from the entries In the offiu
book of the ss 'Westris® for the voyage ended on the 29th July last. that the fresboars
vessel on loaving Nev York on 29th May was 3rt /leins,  The centre of the disc 1s stated:
placed at §r¢ 1érns below the upper aeck line. The Reard would be glad to know 1f you wiuli
from the Master an explanation of this apparent overloading and forward 1t to this Dept txe
vith any observations vou may vish to make In this matter,

Stgneg  etc.

==odo--
Lamport |e
S8 Frax
(T
O Oeceser i
Lamport & Holt Ltg
Liverpoo!
Jear Sirs ‘Yastris"

Ve recerved your letter of 13th November on the guestion of this steamer's draft on sailin.
This vessel left Pier 14, Hotoken, on May 29th with a wmean draft of 287t the axtri w:
consisting of 1,610 tons of water, Steamer proceeded to an anchorage off Liberty where water it”
necessary quantity was pusped out to bring her to 267t 94ins before praceeding to sea. Latli
then In commang of the VESTRIS, confirms this,
Unfortunately the actual draft of the ship on leaving the pier had boen entered in the lyn
officer who was not aware when he made the entry that the vessel was to be lightened and the i
preferred to allow the figure to stand as he was averse to aaking any erasure in the offiii:
For reasons of stability and to mect the conditions under which we receive the cargo, the mi+
left in the ship until her loading was actually completed and the excess water was removed %°
the vessel left the harbour,
Signed
0 Cook
Managing Oirector,

-=o0doo--

Lamport 8 Holt Ltd
Liverpool

Sirs

Vith reference to your letter of 15th Deceaber respecting the freeboard entries In the officii
book of the “Vestris®, I am directed by the Board to state that they accept the explanation oft
by the Master,

Vith regard to the Master's stateaent that the entries had been made by vne of the ship's offit
I as to point out that Section 435(3) of the N S, Act 1894, requires the entries to be made by
Master, and the Board would be glad If yov would be good enough to snstruct the Master of i}
In this sense,

Yours etc Signed
--00000-~
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In spite of these letters it is quite spparent that the practice of overloading had
continued with the knowledge of all concerned, indeed Capt Clark's evidence at the
Inquiry bears this out. Under questioning he admitted that the ship did not snchor
in New York harbour but sailed almost 5ins too deep because he did not want to throw
sway good fresh water. (At the Inquiry documents appeared which indicated that
there could have been as much as 12 inches overloading at times).

Capt Clark retired in 1927. One of his successors was Capt Carey who spent almest

18 months on the VESTRIS and was relieved for a voyage by Capt William A Bantra, a
close friend.

After four weeks at home in Crosby, near Liverpocl, Capt W J Carey travelled to New
York on the White Star liner CELTIC to join VESTRIS. He had been four years on the
run end was then, at the age of 64 and atter 21 years in command, Lamport's senior
Master. Having served all his sea-going career with the Company he was the most
trusted of employees and was to take command of the VOLTAIRE after one voyage in
the VESTRIS to allow leave rotation of Masters.

He was re-entering a system which he knew and which he also knew to be flawed.

As he stepped onto the deck of the VESTRIS on 9th Novemeber all was hustle and
bustle, as only those who have visited the Port of New York before 1965 could know:
cargo being loaded from lighters and quay, bunkering from lighters while the deck-
hands tended the bunkering chutes on the Boat-deck and hosed down to prevent coal
dust entering the passenger accomodation. The coal loaded via the Boat- deck fell
through chutes into the hanging bunkers on each side of the upper engine room
space.The cross-slleyway hatches were usually but not always battened down at sea.
There were half doors on each side of the ship in way ot the cross-alleyways.(The
‘hanging' bunkers were described as appearing to be enclosed galleries to persons

standing and looking upwards and outwards from the starting platform of the engine-
room.)

Capt Carey did not attend the morning conference in Broadway or in Wheeler's office
on the Pier; neither did Chief Officer F W Johnson, newly promoted to the position
after several voyages as lst Mate of the VESTRIS. On the Master's desk a letter was
left with his sailing orders:-

Capt Carey, ss 'Vastris'

Dear Sir,

The Vestris 15 due to sail at 3 45 pm tomorrow, Saturday 10th Noveaber, Please have your vessel In readiness to
procead at that tiae,

Yours etc Heasley

Capt W S Heasley was assistant Marine Superintendent, New York, working for Sanderson
& Co on secondment from Lamport's who paid his salary. . He had served as Chief
Officer in the "V" class vessels.

Immediately prior to sailing Stevedore Hogan noted that the draft in his notebook:
26ft 8ins F. 27ft 11ins A. At the seme time the 2nd Mate reed the draught and
filled in the pilot's card with the deepest draught, 27tft 1lins. The ship sailed on
the tide with the official dratt recorded as 26ft 7ins forward, 27ft 18ins aft and
27ft lins mean. Allowing 4%ins for density the SW draft would be 26ft 9ins.

The cargo seid to be on board was 2,942 tons and coal 2,999 tons. In fact evidence
later showed the coal to amount to 3,019 tons - the extra coal was carried in the
bost-deck chutes - some 40 tons. In total the Inquiry thought that the ship's
deadweight was 9,388 tons (including water ballast) giving a draft of about 27ft
2ins. She had been overloaded; she was about 5ins too deep.

Sailing on time at 1545 Vestris steamed down the Bay, dropped the pilot in calm
weather and set course S11°E. The wind began to blow. from the NE and steadily
incressed in stength. At 0200 on the 11th, the 2nd Mate, E Watson, called the Master

to report his concern at a list of 3= to 5< to starboard and that the ship was
teking heavy spray.
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The weather continued to deteriorate, the list to starboard increased. Even with a
mere 2= list, at that draft some scuppers and sanitary discharges were below the
water-level. At 6= the ash-ejector orifices were under water. When rolling these
openings were well under water and let in water which appears to have entered the
hanging bunkers. And there were drainage scuppers in the hanging bunkers which les
to the engine-room bilges. Whenever a wave struck the half doors of the cross-
alleyways, water entered which also found its way into the hanging bunkers.

By noon Sunday the ship, which had been steering wildly would not steer and when the
2nd Mate went on watch the ship was hove to with stern and port quarter to sea, the
engines stopped or Jjust turning over trom time to time. No attempt was made ‘o
bring the vessel head to wind and sea. About this time Capt Carey sent a racio-
telegram to New York reporting that the ship was hove to. The list continued {:
increase and even with heavy rolling in the high seas the vessel did not return tc
the upright.

About 1400 the Master instructed the Chiet Engineer to pump out Nc 5 starbaard
double-bottom tank. The latter did not remind the Master that there were no wing
suctions in Nos 4 and 5 tanks, and at 1790 when pumping was completed there would
be some 35 tons of water, slack water, remaining in the tank. At 1800 the pumps were

set to enmptying No 4 tank so that at 2000 pumping ceased with 60 tons left in the
tank.

Two heavy seas struck the vessel on the port bow at about 1930 and the list to
starboard increased; at the same time heavy cases of machinery and carc shifted ir

the hold. At 2000 the pumps began to lose efficiency and the list was probably
about 15-.

On Sundey at 0400 with a 1list of 20 the Master gave orders to pump cut No 2
starboard DB tank. This tank had wing suctions but in those stability conditionc
pumping out only served to increase the list.

A General Alarm Signal was broadcast at 0835 followed at 0956 by the SOS.
The following messages were then exchanged :-
1040: L&H NV to Vestris, Wire us Immediately your trouble,

1100 Carsy to L8H Hove to from noon yesterday, During night developed 32 degress list.  Starboars
deck under water, lying on beam ends, Impossible procesd anywhere. Sea moderately rough,

1127 Lamport NV to Vestris, U § Destroyer DAVIS proceeding to your assistance,

The order to abandon ship was given at about 1000. There were ample lifeboats for
all aboard but a number were lost in launching.

An American businessman waiting to board a lifebost chatted to a young woman holding
a8 6 year old boy in her arms. To the child he said "Hey Kid,. some game this, ain't
1t?" The boy, clinging to his mother, nodded but appesred quite unconvinced.

As can be imagined, in & heavy sea not all the boats were got away and not all those
which were launched were undamaged. It is likely that the greatest loss of life
occurred in the damaged lifeboats.

All the children and their mothers were placed in boat nos 4, 6 and 8, which had been
lowered to 15ft from the water. No 4 boat was never released from the falls and
went down with the ship. The falls of No 6 were cut but the boat was almost cut in
two by a davit. No 8 was damaged during the lowering, repaired and got clear of the
ship, only to be almost immediately swamped. The "kid” was right not to be convinced.
No one in these boats survived.

The VESTRIS sank about 1400 with the nearest rescuing vessel some four hours away -
she would arrive at dusk. Ultimately eight boats were picked up by steamers
AMERICAN SHIPPER, MIRIAM, and BERLIN. The USS WYOMING picked up nine men, presumably
from the wreckage.
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A formal investigation by a Court of Inquiry was held st Westminster, between April
and July of the following year. The evidence ot witnesses and experts took forty
days. Judgement was given in the Royal Courts of Justice. The Courts found nine
contributory causes of the sinking and loss of life :-

1. Overloading of the vessel beyond her load line.

2. Tender condition ot the ship.
3. Insufficient margin of stability and reserve bouyancy.
4. Heavy weather; high wind and sea causing the vessel to list to starbosrd.

5. Leaks from starboard ash ejector, booby hatch on shelter deck and the half dcors
on upper deck.

6. Upper deck hatches in starboard shelter deck bunker and cross-alleyway not being
battened down soon enough in some cases and not being battened down at all in
others

7. Water finding its way into lower bunkers, saturating the coal, causing 1list and
probably preventing pumps from working efficiently.

8. The scuppers becoming, after a certain angle of heel wes reached. a means of
incursion of water into the upper deck which., in the VESTRIS (being a shelter deck
vessel) was also the weather deck. These scuppers, not being stopped or plugge?d
when the vessel listed, gave ready access of the sea to the upper deck and sc¢
reduced the margin of stability.

9. Wing suctions not fitted in all ballast tanks.

The Court considered that Mr David Cook, Mr Harry Wheeler and Captain Heasley were
gullty of 'wrongtul act and detault' which contributed to the loss of the VESTRIS. [t
ordered David Cook to pay £500 towards the cost of the investigation. The two
employees of Sandersons continued to work there; Capt Heasley was later a master in
ships of Lamport and Holts. Chief Officer Johnson and another senior officer of
Lamports resigned from the Company after giving evidence to the American authorities
and then to American newspapers

This disaster again brought about the view that there should be some form of check
on British vessels arriving and leaving overseas ports. Something numerous
Governments had had in mind for several decades.

But wherever the bleme lies we should note that the loss of the ship occurred
through a system which needed to be up-dated, adjusted and completely examined at
frequent intervals. Recent incidents support this concept.

~-=-00000--~
NEW _BOOK
SAMUEL. WALTERS 1812 - 1882 by S Riley Conway Maritime Press

128pp 8pp in colour Hardback £12.95

Stephen Riley was Assistant to M K Stammers tor several years before he left to take
a post at the National Maritime Museum, Greewich.

A year earlier he toured New York and New England on a scholarship to seek out
paintings by Samuel Walters both in private hends and in well-known establishments
and museums. On his return he gave the LNRS a splendid illustrated talk.

If that talk be the measure, this book 1s a worthwhile acquisition.
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Ro - Ro STABILITY PROBLEMS

On 21st April, Dr C B Barrass FRINA, Principal Lecturer and Consultant from the
Department of Maritime Studies, Liverpool Polytechnic, discussed a number of
problems encountered in the design and operation of Roll-on Roll-off Ses Ferries
and the restraints imposed upon naval architects in their professional desire to
ensure adequate margins of stability consistent with safety. The proofs of the
explanations given were demonstrated in mathemstical expressions of ship-design
technology.

Ro-Ro vessel initial stability 1s very high and the configuration of immerse:
body-sections give scope tor significent shift to leeward of the transverse
centre of bouyancy so that good stability 1is maintained at low angles of heel.
But, owing to the high centre of gravity caused by the tall superstructure for
meximum passenger accomodation and heavy vehicles loaded at or above the loaz
water line level, an angle of heel may be reached where stability 1s suddenly
lost beyond recovery. Although this may be a rare circumstance, the probability
risk 1is uncomfortably high. The wall-sided construction 1is, in many vessels,
exceptionally tall which means that windage is also high and with strong wind on
the beam an uneasy and perhaps dangerous roll may develop. Sailings should
therefore, be controlled at the Master's discretion, by weather conditions and
not by an operator running a time-table and willing to take commerciel risks.

A review of the safety record of these ships over the past few years revealec
what must be judged to be,an unacceptable number of sea ‘'incidents’ which have
caused the loss of many lives. Human error, likely to be caused by routine
fatigue and insufficient time allowed for full safety checks 1in port °'tum
round', may well account for a high percentage of these accidents. The HERALD OF
FREE ENTERPRISE Zeebrugge disaster (which was not dwelt upon but could scarcely
be lifted from our thoughts) had heightened anxiety in professional circles
taking a responsible view of these matters.

Dr Barrass drew attention to a number of conditions and circumstances which mayv
cause any ship to heel and others peculiar to Ro-Ro ferries, all of which put Re-
Ro ferries at higher risk than most other vessels. These are listed in Table !
He then considered measures that might be taken to mitigate these risks, if not
to eliminate them, and to improve the prospects of passengers and crew esceping
if disaster did strike. These are listed in Table 2.

Perhaps the most alarming characteristic of Ro-Ro ferries is the speed with which
they capsize and sink once the danger limit of heel 1is exceeded. The present
‘abandon ship' facilities, however well the deck drill may be practised, linmit
the number of prospective survivors to an appallingly low figure. Whatever
measures are taken, ships would have to be taken out of service for a long tinme
for modification. This would cause owners to hesitate before proceeding with e
modification programme.

The whole matter confronts the Ministry of Transport with a most embarrassing
dilemma, and although Owners are likely to put less pressure on staff and crew
to speed up ‘turn rounds' 1in future (though current events show no evidence of
this), adequate legislation to fully deal with the matter will in all probability
be delayed for a very long time. The matter must not be permitted to rest and be
forgotten until another 'Zeebrugge' overtakes us.

Some of the views recorded in this report were expressed from the floor and the

prevailing view of the members was that commercial pressures were primarily to
blame for this most unsatisfatory state of affairs.
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Table { auses of Shi t 1

Shift of cargo to port or starboard

Free surface etfects.

Icing up of superstructure.

Emptying bottom tanks.

Turning ship to new course heading

Ship squat.

Permeability "u".

Ship has narrow beam i.e. BR.M'%

9. Ship has not enocugh freeboard.

10. Watertight doors not closed

1l. Insufficient subdivision by longitudinal and transverse bulkheads

12. Human factors 60%-80% could be as high as 90% controllable by
management.

13.8i1ging of side compartments.

14. External forces of wind and waves possibly working against a componernt
of current speed and so producing heeling couple.

15. Trim by the bow.

16. Heavy seas breaking over upper and f'c'sle decks combined with blocked
scuppers and locked free-ing ports

17.Fire possibly tollowed by explosion.

18. Open access doors.

19. Ship to ship interaction etfects.

20. Commercial pressure for fast 'turn-round'.

21. Auto-pilot failure causing rudder helm hard to port or starboard as in

“"Zenobia" 10 list to port incident.

C N W~

Table 2 Measures to Decresse Vulnerability

Fit longitudinal bulkheads using B/5 guidance lines.

Fit trensverse bulkheads.

Fit polystyrene spheres and cylinders to improve u = 100% for empty

compartment to u = 50-60%. (u = permeability).

Increase freeboard to increase GZ... 8nd stability range.

Instal areoplane type of evacuation.

Reduce speed to reduce squat effect.

Incresse margin line from 76mm to 100mm.

More intormation of weights and VCG's loaded and unloaded on/of f Ro-Ros.

Increase of GM, from !l.5m to 2.0m before sailing.

0. Automatic cutouts in system i1f safety functions by crew incomplete

l.Crossflooding arrangements to counteract bilging effects on one side of Ro-Ro

by high powered pumps.

12. Compulsory fastening down of cars and lorries to deck.

13. More flare to improve inertia of the water plane.

14. High standards of inspection and maintenance to maintain good
seaworthiness.

15. Refresher courses for crew members in ship stability and Ro-Ro
vulnerability.

16. Vocal assurance rather than indicator lights to verify safety procedures
complete.

17.Enter ship through stern door and leave by stern door. This is possible
1f shipe designed with greater breadth.

18.Side ports as on "Tor Scendinavia® and "Britannia®.

D N —
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ootnote: - The attention of the Society has been drawn to a paper entitled 'The
Safety of Ro-Ro Passenger Ferries' by J R Spouge BSc MRINA, read before the
Institution early this year. Only large sea-going Ro-Ro passenger ferries are
considered and the design and operation of such vessels is examined relative !:
the hazerds of ferry travel and the vulnerability of the ships
An appendix briefly recounts the circumstances in which seven notable passenger
ferry sinkings occurred and other accidents are cited in the text, from all of
which Table 3 1s constructed.

Table 3: - Notable Ro-Ro Passenger Ferry Sinkings

SHIP LOCATION YEAR NO. ON BOARD  NO.OF DEAD
Princess Victoria Irish Sea 1953 172 134
Skagerak Skagerak . 1966 144 1
Wahine Wellington NZ 1968 735 51
Zenobia Cyprus 1980 151 0
Tanpomas II Java Sea 1981 ? 580
European Gateway Felixstowe 1982 70 6
Dona Daz Phillipines 1987 ? 1500
Herald of Free Zeebrugge 1987 539 193
Enterprise

MERSEY & GENERAL NOTES.

The livestock carrier BRIONI has gone to Yugo Slav breakers
after a lengthy lay-up at Cres Island, near Rijeka. She will be
remembered as TUSKAR, the last ship used on the Liverpool/Waterford
weekly service of Clyde Shipping Company. She was built by C.Connell
and Co, Glasgow in 1962 and served on the Irish route without
passenger accommodation until 1968, when bought by Yugo-Slavs.

The Panamanian car carrier REIJIN with a full load of Japanese
cars went aground near Leixces early.-r in 1988. Badly damaged,
salvage proved difficult and the unusual decision was taken to
scuttle her with all her cars, in deep water.

NORDLYS was a passenger and cargo vessel well known on the
North Cape route from Bergen. She was registered in Oslo and built
in 1951. When being refurbished at Sarpsborg, fire broke out.
She was declared a total loss, and sank under tow to Bilbao breakers
in July 1984.

Ships often seen at Eastham these days are MAPLEWOOD,BIRCHAWOOD
and OAKWOOD. These were formerly CENTAUHMAN, MARSHMAN & VEGAMAN
respectively. They are now under the houseflag of Buries Markes Ltd
having been in the fleet of Rowbotham Tankships.

The Cawood containers ships CRAIGANTL:ET & CRAIGAVAD which
maintained a service between Garston and Belfast have been sold and
renamed NEPTUNUS and SATURNUS respectively. They were replaced by the
chartered ARDLOUGH (sunk) and KcNMARs.

When the Iran-Iraq war ended, numerous ships were freed which
had been bottled up in the Shatt-el-Arab KRiver for eight years.
Of these, IBN AL HAITHAM emerged under her own power, and went for
refit. Owned by the United Arab Shipping Co, she was built by
Scotstoun Marine Ltd in 1976.

21st February 1970 was an important day on the Mersey, for we
vatched the arrival at Tranmere of MELO, the largest vessel ever to
enter the port. DBut this summer saw the arrival in the Mersey of
the even larger Portuguese tanker NISA.
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A Faithful, Trustwortby and Skilful Navigator

Captain Samuel Brooks, 1831-1004

Wille reviewing my tather's life at sea, | came across glimpses of =hs charas-zr
of Samuel Brooks that indicate that he was certainly not the sadisti: mariinz< w
zar  reac of in accounts of life at sea in the nineteenth century My 1atnsr
notes describe a genial, almost gantle man, but one nevartheless with z strict
cens= 0! duly that he naturalliy enougc expected in others - in snhort, a belisvar
in the "Victorian ethic" that tends to be scorned in certain quarters today

Samuel Brooks was born in Todmorden, Yorkshire, aiso the birtaplacs or v
tatn2r Benjamin Dawson. The captain was a great friend of the family aa: .9 was
tnraurr this connection that young Ben found himself in April 1891, juz- beior
nic 17ton birthdav., emplovea as servant to the captain at a wags of & per manth -
with the exciting prospect of spending hkis birthday in New Yor¥ riding =
overhead railway. Ben's notes tell us: “Captain Brooks took a great interes-
me and sent me to his tailor to be fitted out with winter and summer urniisros,
cap and sea-boots. [ sure felt proud when 1 received my first unifore anz .coxs:
cuite smart in my smzll cut-away vest".

=

Doszing with 30 men in the conditions of the “glory hole" made ycuns ber ==
11l that the captain agree? with the ship's doctor to allow him spec:al quartar:
in a small spare cabirn, with meals to be taken ir the pantry. WVWbat luxer

compared to what the average apprentice had to suffer!

That was enough to make me want to find out more about this unique captain.

Samuel Brooks started his seafaring life in 1846 as an apprentice in th=
schooner PATRICT of Plymouth, engaged in the Mediterranean fruit-trade. in 13%i°_
bhe sailed round Cape Horn to Panama and back in the brig BESSIE of Liverpcol.
going out as AB and coming home, incredibly, as her master. Aiter certifying
first mate in Lliverpool in 1853 he sailed to Calcutta in that capacity in =
barqe KEDGEREE ot Belfast. Having gained his master's ticket in 1855 he graduat
to larger vessels, making his first voyage with the Inman Line as second oiiic
in s.s. CITY OF BALTIMORE carrying French troops to the Mediterranean and B;acn
Sea for service in the Crimea. That voyage marked the beginning of his 2¢ year
long comnnection with Inman, during which he served imn a dozen or so of the
renowned CITY ships.

The next year, 1856, saw the start of his almost unbroken 38 year .ong
association with the regular transatlantic passenger trade, when he was promctec
to first officer of his previous ship, now switched from war service and plying
the route from England to Philadelphia. Later that year, her port oi cali was
re-scheduled to New York as part of Inman policy to compete directly with the
rival Cunard Line.

Cunard had established the first regular passenger servite across the Alantic with p,s. BRITANNIA anc graduaily
butlt up an 1mpressive list of ever-increasing speed records. But the competition was not only bdeween lines, bu:
also between Britain and the US. It 1s significant that the year in which tha US took the Americas Cup, 185i, alse
sav the coveted Atlantic record go to the American Collins Line, Butl the losses of their ARCTIC 1n 1354 and PACIFIQ
in 1856 were catastrophes from which they never really recovered and after that, the honours returned once again
to Cunard,

Captain Brooks, remaining faithful to the Inman Line, achieved his rank at the
earliesh age of 27, when he took command of s.s. GLASGOV. She had been bcught in
1859, s.s. CITY OF GLASGOVW having been lost without trace at great loss of life
in 1854. Tragedy was to overcome the Inman Line again when s.s. CITY OF BOSTON,
which Captain Brooks had commanded in 1866/7, disappeared for ever in 1870.

v i
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vas salety av sea scmetimes sacrificed for speed? It was certaln that, a:
repres2ntatives of lines striving for supremacy on the high seas, captains were
supjected to consideratble pressure. The kudos to be attained by a Blue Kitana
cartain could only have been surpassed by that of the famous winners of tae Tes
clicper premium races. The name cf Captain Brooks does not however feature in the
l1gt<, although he was to enjoy command of s.s. CITY OF BRUSSELS in 1872 3, som
thre. vears after her gaining the honours.

war had played a part in giving Captain Brooks promotion and it a-.::
contributed to Inman's success on the Atlantic. They had been quick to expic:it
the gap which the American Civil Var had created; s.s. CITY OF BRUSSELS had bes:
the las!t ¢f the three new CITY shipe that the line had ordered in the attampt i3
win mcre trade. Vith her succese, the contest really opened aut between the r:ival
Srit:ish lines.

Apart :Irom the competition for passengers, there was another practicai a:m
attached to this rivalry and that was to gain the valuable mail contracts
Inman's perseverance had paid off in this respect when the line was awardec a
mail subsidy in 1867 - when the responsibility for ocean mails was transierre:
from the Admiralty to the Postmaster-General - to replace the Cunard contract
which had been in operation ever since BRITANNIA started in 1840. To cap tia
success for Inman, s.s. CITY OF BERLIN won the Blue Riband in 1875.

Alter his 206 years with the Inman Line, during which time he celebrat2g bis
200tk transatiantic crossing, Captain Brooks joined one of the rivals on tde ruz,
the Guion Line, in 1&8Z. Perbaps he hoped for better fortune after the switcl:
his chances must have seemed brighter when he later obtained command oI the
famous s.s.ARIZONA. She had been designed expressly to capture tne Blue Ribant
and this she had done on her maiden voyage in 1879. That she was a staunch as
weil as a swift ship was demonstrated in November that year, when, at full spe2d,
she rammed a giant iceberg off the Newfoundland Banks and survived the ordea:,
reaching St. Jobhns under her own steam.

Captarn Brooks, however, had come to her - as to the CITY OF BRUSSELS - three
year= too late. But he had compensations for not gaining the trophy with ARIZONA.
He was in charge of a forerunner of that type of vessel which came to be known as
the Atlantic Greyhound. Now, after her initial burst, she had steadily become one
of the most popular passenger ships in the trade, especially renowned for ber
superb comfort. This obviously reflected Guion policy, for by April 1882, their
new ALASKA had taken over as record holder. In June of that year, she broke
through the bewitching seven day barrier for the crossing.

Captain Brooks served the last 12 years of his seafaring life in command o!
ARIZONA and it was towards the end of this time that Ben Dawson joined her.

The fine character of the captain that emerges from Ben's simple account had
been more formally and more floridly expressed in the style of the period a fev
years earlier to mark the occasion of the Captain's 600th crossing oi the
Atlantic in 188&. A number of friends entertained him to a complimentary dinner
and presented him with an illuminated address. The title of this article is one
emall part of that address. lts last sentence was: "May you be as prosperous as
heretofore, and may no disaster to life or ship happen to mar so brilliant and
successiul a career”.

Captain Brooks lost neither ship nor passenger, but it must have been a very
sad day indeed for him when in October 1891 on the homeward run he did lose 2
crew member, presumably the only one ever. Ben tells the story: "Onme trip [ have
special reason to remember was that from Liverpool, in the middle of QOctober
1891, when homeward bound in a strong westerly gale. It was my brother Bap's
tfirst trip to sea as 3rd baker. The ice-house and vegetable lockers were lpcated
under the forecastle head. Along with Walter Lanby, the sculleryman, he was
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pringing some stores for the galley when they were caught by a heavy sea.
Lucxily, my brother dropped everything and clung to his lifeline with bctb bands,
but his mate was not so tortunate and was washed overboard and never szen again."

Jn another voyage, in a dense fog at midnight two days before arriving iz New
York. ARIZONA collided with a barque and seemed to have sunk her, since a:tzr
cruizing around searching for her, she could not be found. Later it wa:s
diszoversd that the barque, which had been carrying timber, had remained aiiza-
She was located some days after the collision and towed into Bostorn. The Guicsn
Line aventuailv bad to pay compensation to her owners.

Ees:des recording such sad incidents, Ben also kept copies of the daily
dvring the 20 months and 18 round trip veyages during which he servec
captain. He also produced copies for sale to the cabin passengers and socr pad
roar:ng trade going. The notes he left show that by his time the crossing
averasing about eight days. But on cne vovage from Queenstown, 25 July 18%_,
New York, Captain Brocks bhad the pleasure of clipping two minutes irom ARIZORA"
old 1879 recerd, made in the eastward direction. The new record, helid by Vaizsz
st‘ar's TEUTONIC, was now nearly two days faster , so it was really a last iiing
for ARIZONA. especially as fresh financial troubles were brewing for the Guio-
Line Once before., in 1884. they bad managed to stave off disaster by s=liing
tBEL crack liner s.s. OREGON to Cunard, only to have tae added ignomiry oZ
bgeaxing the record for the rival line. She was so fast that she was one c:
1§ vessels taken up in 1885 by the Admiralty as an armed cruiser, quring
Mre about the possibility of war with Russia over their invas:orn
bshanictan. After being returned to normal service, she sank aiter a colili:is
if the way in to New York. By a strange coincidence, my grandparents wers
pEEsengers aboard, all of whom, together with the crew, were saved.

, The sale of OREGOR had kept Guion's solvent for a few more years, but
seringent new measures had to bs taken once again in 1892. A true sign of ths
:ul times was that speeds were reduced in order to economis® or coal
~/? unption.

Vith the immminent threat of the Guion Line going out of business, Ben Dawsc:
lt their employment at the end of 1892 to join the Blue Funnel Line.

1By 1893, the Guion fleet was sadly outdated and Captain Brooks must have been
finkful to retire in June 1894. By then, he had amassed the incredible recor:d
Ri630 transatlantic crossings in his 48 years at sea. What an experience it is
Billook through the pages of handwritten records that the Board of Trade made at
b3 time of each officer's service, still available to view at the Public Records
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. In December 1894 he won the then handsome prize of £10 offered by the
ly paper TIT-BITS to the sailor who could prove that he had travelled the
gr test number of miles on the ocean. [ was more than pleased to be able to have

?record, over 2 million nautical miles, quoted in the Guinness Bodk of
Recprds.

Captain Brooks enjoyed some ten years of retirement in his home town where he
dled on 17 February 1904, and was buried on 22nd. It was one of the great regrets
of my father's 1life that duty ordained that he should arrive home from a voyage
t0 Japan on the very same day as the Captain's funeral, but too late tc attend
it,

It is amazing that, although ships' speeds have increased enormously and
‘onditions on board have improved beyond all recognition since Captain Brooks'
laye, the tenacity and sense of duty of men like him - and, I am proud to say, of
%y own father - will never again be matched. No man would now stick it that
‘ong. They certainly bred them tough in those days.
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Captain Samuel Brooks, of the Arizond,
is another example of the colossal ¢l
tain. Heis a mun of powerful frame, but
scarcely so tall as Captain Murray. He
is about five years the senior of the as
ka’s commander, and wecars a full gray
beard most becomingly. Ife is a mih
of distinguished appearance, who blent
suavity with a dignity that never repts
but prevents intrusive fimiliarity, e s
a favorite with every passenger. .\[:ldi}““"
Patti almost invariably crosses the Mtisie
tic on Captain Brooks's steamer. My
Laugtry, IHenry Irving, and a hostof other

SAMUKL BROOKS—(QUION: ** anizoNa™). people known as well on one side of _”-'l‘
From o photograph by R A. Lawis. New Vork. sea as the other, speak in terms of admitia

56

tion of this popular oflicer. 1lle has bten
tweniy-eight yearsin the Atlantic service.
Ilis record shows that hie has crossed t.he
ocean 540 times, without the loss of a sin-
ale life on his vessel.  In this time he bas
added extra lauvels to his wreath by res-
cuing many persous.

--ooQoo--

MERCHANT SEAMENS REGISTER CERTIFICATE

1830's the British Government introduced a form of

registration for merchant seamen. This failed, for the seamen

of the post-Napoleonic Wars era were still in fear of infamous
and illegal press-gangs.

A decade earlier there was an attempt, by a group of shipowners
and seamen's charities, to gather together a ‘'pool' of sober,
reliable and competent seamen. The 1illustration opposgite is a
copy of a certificate, possibly the only one in existence,

--00000-






THE SCIENCE MUSEUM AND ITS MARITIME COLLECTIONS
by L R Day, former Keeper of the Library

The Science Science Museum library was tounded as the Science Library of the Scu:
Kensington Museum, to serve the curators of the Museum's science collections an:
the professors and students of the science colleges that had been gathered int:
South Kensington in the 1870s. The Library was thus part of the complex :
museums, libraries and colleges that had grown up 1in this part of London, th
outcome of the tremedous success of the Great Exhibition of 1851 and the moveren
to improve the scientitfic and technical education of the people. The immeciate
result was the setting up of the Science and Art Department in 1853 with tx
avowed aim of increasing ‘the means of industrial education and to extend tx

influence ot science and art on productive industry'. In 1857 the Departoer
established the South Kensington Museum, with exhibits drawn from a number &
sources including the Great Exhibition itself. The so-called Science Collectias

comprised & rather motley variety of objects, such as models of industrial pien
and specimens of materials, but they were augmented and improved over the years

The nautical content of the Museum gained notably when in 1864 the Royal School
Naval Architecture and Marine Engineering was set up in South Kensington by the
Admiralty and a marine collection was started at the Museum, consisting of shig
models lent by the Admiralty. These were added to by objects from shipbuildin
and shipowning firms. When the Admiralty removed their objects in 1873 =
transfer of the School to Greenwich, there remained a considerable marix
collection which has been added to ever since.

When the Library was set up in 1883, it wes formed by amalgamating two majcr
collections of books. One was the library of the Museum of Practical Geography i
Jermyn Street, apart from a tew that were retained there for the use of the
officers of the Geological Survey. That Library had iteelf originated in 184
with the donation to the nation by Sir Henry de la Boche of his veluable librar:
of scientific books. The other collection consisted of the science books of the
Education Libary that had stemmed from an exhibition of educational books ent
equipment in 1854.

The Library grew steadily and in 1907 it took up new premises, including a handsom
large reading room, which it was to occupy for over sixty years. Severa.
important administrative changes were made which set the pattern for the future
In 1899 the Museum had at the request of Queen Victoria been renamed the Victor:e
and Albert Museum, denoting for a while both the science and arts collectlions
Then in 1909 the arts and science collections, which had been gradually distinc!
identities, were formally separated, the arts retaining the name ordained by the
Queen, the latter becoming the Science Museunm.

At around the same time, the science colleges were hived off from the State ant
merged to form the Imperiasl College of Science and Technology. The Library
continued to serve the College, which did not develop 1ts own facilities until the
1960s. Even now, the College makes considerable use of the Library, althougt
providing literature for its professors and students is no longer a function of
the Libreary.

During the 1920s the Library embarked on an expansion programme and within ten
years could boast the largest collection of scientific periodicals 1in the country
At the same time, the lending service was extended to all parts of the United
Kingdom. This service beceme increasingly popular and with the information
explosion during and after World War 2 threatened to swamp the Library's
resources, at the expense of the services to the South Kensington users, whom the
Library had been set up to serve. This conflict wsas resolved by the setting up
of a librsry at Boston Spa in Yorkshire, now the Document Supply Centre of the
British Library. In 1962 Boston Spa took over the nationsl lending function and
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also some ten thousand sets of periodicals, mainly in the less-used languages and

in subjects of less concern 1in South Kensington. The Science Museum Library
continued to support Boston Spa, however, by acting as one of the back-up
libraries. Certaln categories of request are passed on to the Library and are

satistied elther by lending trom its stock or by supplying photocopies; this is
the only way in which the general public can borrow from the Library

The reorganisation of the national libraries in the early seventies that led tc
the setting up of the British Library had implications for the Scilence Museum
Library, for it was given the specific role of acting es the national library tor
science and technology. Greater emphasis was also laid on serving the curatore ir
the various departments of the Sciené¢e Museum and on supporting the Museum's role
in promoting an understanding of science and industry and in fostering an
awareness of thelr importance to the nation. It is to serve these purposes thz-
the Library's collecting policy and the organisation of its stock and services are
now specially directed.

The stock of the Library falls into three categories - printed literature, archive
and manuscript material and the picture collection. The printed literature
collection now amounts to over 600,000 volumes including about 20,000 sets of
periodicals, nearly 2000 of them current. The earliest books are kept in the Rare
Book Collection, some 4000 mainly pre-1800 books and periodicals including tirst
editions of the major classics in the history of science. There 1is a good
collection of nineteenth century literature and a selection of the principal works
of the present century, with special emphasis on the subjects covered by the

Museum, which 1includes shipping and marine engineering. The Library aims at
acquiring, as comprehensively as possible, 3ll books and periocdicals on the
history of science, engineering and 1industry 1n whatever language. The entire

history of science collection 1s shelved in a reading room devoted to this subject
on open access shelves so that the visitor can browse freely in this unrivalled
collection. It includes some 2000 books on merine subjects and related areas
such as navigation and steam engineering. Technical aspects of naval history are
covered but not the purely military side. In other parts of the Library will be
found primary maritime works of different periods. It is noteworthy that there is
also a complete collection of British patent specitications together with
ancillary literature, the last few years belng in microform, 8and also a large

quantity of trade catalogues

The Archives Collection was set up in 1977 and is in the processs of centralising
in the Library the Museum's holdings of unpublished and manuscript material, of
importance as source naterial for the study of the history of science, especially
1f it has particular relevence to the Museum's objects. There are scattered
papers of maritime interest and these are best found by consulting the catalogues
and lists in the Library. Of particular note are the ship plans, of which there
are over 200, mainly of named vessels , including 'Great Eastern’, 'Great Western'
and ‘Warrior'. In addition, there are some 900 plans, together with many
photographs, in the Museum's transport department.

Finally, the Picture Collection was established in 1976 with the similar object ot
centralising the cataloguing and care of the Museum's pictures, 1in whatever
medium. There sre many of marine subjects and the ‘Great Eastern' teatures here
too, with a hand-coloured lithograph of the great vessel by J Scott Russell and a
set of attractive watercolours recording its early days of cable-laying.

The present library building, opened in 1969, has perhaps less of an sura than the
old one, but 1s far more practical and the collections are disposed more
conveniently for the.public and the staff. Apart from the History of Science
reading room with its fine collection of secondary works, other categories are
also on open access shelves: all post-1960 books, the last 25 years 'periodicals’,
bibliographies and abstract journals. Earlier litersture is kept in the closed
areas but can be produced on application within a few minutes. Visltors who wish
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to browse through long runs ot the older journals can, in certain circumstances, be
admitted to the closed shelves. The Library is open daily except Sundays an;
bank-holiday weekends trom 1000 to 1730 hours, free of charge aond  withew
formality. But those wishing to consult the rare-book archives and pictoria,
collections need to obtain a readers's ticket, by applying at the enquiry desk
completing a torm and presenting means of identification. As the archives ang
pictures are still somewhat scattered, it is usually advisable to telephone o
write to the Library a day or two before meking a visit to state one':
requirements.

Apart from making its material available to the user, the Library offers a numbe:
of services. Any large library presents a daunting prospect to one making his
her first visit and so it 1s important to remember that 1its staff are there t:
help in showing visitors their .way around the catalogues and the literature
Enquiries about the literature are welcomed and lists of references to specific
subjects may be compiled on request. Enquiries are also dealt with by telephce
telex or by post. A wide range of photo- and micro- copying facilities 1s offere:
and tcr an appropriate tee searches in the main computer databases can be cerrie
out. The Library has from the beginning maintained 1its own alphabeticel
subject catalogues and from 1984 new acquisitions have been entered in its
computer datsbase. In addition, certain special indexes have been maintained., 3
the bibliography of the history of science and technology is less highly organiset
than, say chemistry. For example, the 20-odd bibliographies that appeared in the
early Transactions of the Newcomen Society have been copied and rearranged 1n3
single sequence and many ot the historical entries in the Engineering Index haue
also been copied and filed with the Newcomen entries, thus forming a valuatle
source of litersture in this field, and many entries of interest to the maritim
historian are included.

In these and other ways which it has not been possible to mention here tre
Library's rich collections are made readily available to all who have an interest

at whatever level, in the history of science and technology, of which maritim
history forms a signiticant part.

--00000--

Note from the LNRS Secretary

In sccordance with Members' wishes a visit has been arranged to BRITISH NUCLEAR
FUELS PLC, Capenhurst Works, Chester, for 10.30 am on Wednesday 15th March 1969.

Please let Mrs Diana Hirst, LNRS Secretary (Tel:051-608-2281) have your Neme,
Address and Nationality before mid-Februery if you wish to join the party. The
application form has to be returned to Capenhurst by 1st March 1989. We are
advised that last minute substitution cannot be allowed nor can anyone not on the
list be admitted to the Plant.

Luncheon can be arranged for 12.30 pm at the Capenhurst Sports and Social Cluyb -
details of menu later- s choice of hot or cold meal - to be paid for by members
themselves! ) ’
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(Cunard Engineers continued)

The Electrical Supply System of the "Queen Mary’

As explained earlier, the three steam turbo-generators of the for-
ward or hotel services generator room supplied the ventilation fans.
galleys, deck machinery, 1lifts and sanitary services., in addition Lu
heating and lighting, etc. and cach one of 1.300 K.W. output at 2756
volts D.C. The four turbo-generators in the main or afler qgenerator
room were of the same output, supplying the electrical power for the
main propulsion auxiliaries, making a total of 9.1 Megawatts. Impres-
sive. when considering 9,100 Ll-bar electric heaters. but not so. when
related to the Summer, 1988 consumplion of 70 M.W. for Birkenhead
(within Lhe old boundary, excluding Cammell Laird & Co.).

The generators had an overload capacity ol 25% for 2 hours and
50% for five minutes. -

These two generator rooms could be coupled up electrically so that.
load couldbe transferred from one to the other in an emergency

The electricity <supply was distributed throughout the ship via
52 auxiliary switchboards.

For emergency supply. the ship was fitted with two 8 cylinder oil
engined generators which delivered 75 K.W. each at 225 volts D.C. Thege
generators were used i{ startingd up from cold and would have powered
a small heating and pumping oil fuel unit in No.l boiler room, so getting
one of the Scotch boilers away under natural draught.

Stafl Structure of Electrical Vfficers
The "Queen Mary” carried about 20 Electrical Officers. designated
as Jollows., with respective responsibilities, as shown below:

1 Chief Electrical Fngineer In complete charge Day Work
1 Second " " Assisted Chiefl lLlec- Day Work
trical Engin eer in
alloc ation of work

3 Third " " Hotel services Watch-keeping
switchboard dut ies
3 Fourth " " Main propulsion " "
switchboard
3 Fifth " " JChecking auxiliary : "
)switchboards (deck
3 Sixth " " ywatches) repairs to

)passengers' require-

yments, lifts, cabin

)lights, repairs to

Ykitchens, lights in

ymachinery spaces. check-

)ing running motors.

3 Eighth " " Cinema Operators - Nay work

J Seventh

During 'standby' duly when entering or leaving port. the hotel
services and main propulsion switchboard would be double-manned. aliso
during fog 'standbys'. During all these 'standbys'. an electrical enqgi-
neer was in each engine room, nding the times of the Lelegraph instruc-
tions. .
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Nifferences between "Queen Mary” and "Queen Elizabeth?

Prior to the building ol the “Queen Elizabeth' suggestions

requested from both engineer and eclectrical officers of the “Qu

Mary"

and some of these were incorporated in the desiqgn of the ‘U

Elizabeth”. The main differences were as follows: -

13

2)

N

4)

f)

7)

8)

9)

1)
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"Queen Elizabeth® hada longer, sleeker look than her elder sisiw
with the absence of the forward well deck. .

Removal of the ugly "scoop"” type of boiler forced draught a:.
Ltrunking, air being drawn through slatted inlets in sides of “
funnel casings.

Only two funnels which. together wilh their interior staying, 1.
extra sports area for passengers.

Number of boilers reduced from 27 to 12. The elimination nf
boiler gas uptakes meant that approximately 200 more passeng.
could be carried and also more cargo in the forward holds.

The water softening plant. was removed from ftorward to a crrn
posit.ion and contained beneath the switchboard of Lhe genera.
room - much more convenient for the water-softening engineers.
One large generating room replaced the two separate ones of
"Jueen Mary', these two switchboards being placed athwartsh;
handier for electrical officers.

Instead of 7 gecnerators in two generating rooms, this one rm
contained 4 generaters each in Landem, i.e. 8 generators. T
generator was of 1100 K.W. normal capacity. Therefore 2200 &w.
was the output for each unit. Total output 8,800 K.W. at 229 vy
D.C.. some 300 K.W. Jess was required with this design. ( (ue
Mary” had the normal capacity of 9,100 K.W.)

Boiler Rooms 1 and 2 and 2 and 4/were adjacent to each other., whi-
meant. better communication was achieved between the engineers
each pair. as the air-lock door was open between them. In -
case of the "Queen Mary" they were separated by generator rooms.
Only 8 machinery compartments (although the generakor room cnu
be sub=divided via the watertight door) against 11 in the *Qu-~
Mary®' - an improvement {or supervising staff.

No.1 Boiler Room contained 2 boilers, No.2 4 boilers. No.3 1 boiler
and No.4 Boiler Room 2 boilers. In the "Queen Mary" each main
boiler room contained 6 boilers, but the engineer could only
serve the water level in 4 boilers from one position, there be;~
always the other two. (The boilers were arranged 1n two rows
three boilers each). As Lhe leed water regulators could not alwa
be relied on, especially at the lower steaming rates, a menmt
of the boiler room staff always had to be on the move inspect:r
the six.

An extra 12' or so in the length of Lhe "Queen Elizabeth”.so as t
accommodate the third anchor in the bow.



COMPARISON BETWEEN "QUEEN MARY" AND "QUEEN ELIZABETH"

ROUGH SKETCHES OF ﬁACHINERY SPACES (NOT TO SCALE)

"QUEEN MARY" "QUEEN ELIZABETH"
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Diflerences in Routine And Pertormance between
"Queen Mary® and “"Quecen Elizabelth”

Theve really was very little differengdce in routine between th
two vessels. One was abie to sign off articles on one vessel. pin,
on leave and then sign on and, quite comfortably. perform duties
t.he other vessel - hopefully at a higher rank!

Although "Queen Mary” had 24 smaltler boilers for its main |
pulsion, apart tom the problem of attending to a group of 6 boj.
re waler levels, each of its 7 burncrs per boiler consumed cil |
at a smaller rate and so required smaller burner tips. AL normal =
vice speed each boiler room only required aboul. 8" airt guayce of to-
draught. fans ftor efficient . combustion. With the 12 larger boik
of the"Queen Elizabeth" each burner consumed much more oil lue| .
much larger \.ip orifices were required. Dificulty was experiences.
times to produce smoke-frce condil.ions requiring aboul 9" air g
a probable reason for not forcing the ship Lo break any reuords. -
"Queen Mary" already holding the 'Blue Riband'. [n lalter years sk
atomjisation of the oil fuel was introduced to these ships to qood eté
with., of course, a further increcase of total steam consumption incurr
perhaps. the use of evaporators. By bthis time the "Uniled States' -
captured the 'Blue Riband' with a much i1ncreased speecd of 35.59 knots

The "Queen Elizabeth®™. Jlike Lhe "Queen Mary"., had a ftull nmue
service power of 158,000 S . H.P. at 28.5 knots, by the selection af sl
control valves Lo each high pressure turbine with 24 steam nozzles
use. Further power of 181.700 S.UH.P. was possible by Lhe sclec:
o{ ovther steam control valves wilth 28 stecam nozzles in use. Bye-¢:
valves werealse incorporated in the H.P. turbine casings. so Lhal sk
could bye-pass some of the carlier expansion stages and increase
pressure in the first intermediate csteam turbine., thus increasing”
maximum power available to a probable 200,000 S.H.P. These bye
valves .were only opened in extreme emergency, or when il was desira
‘to obtain the maximum power from the machinery. "Cunard' was tonr
to run the "Queen Elizabeth" at her full normal service speed.

Both ships roltled badly and being 'stiff’' ships could not be foz
into heavy seas at their normal service speed wilthout damage to !

superstructure or crockery! The usual pattern was Lo drop the emr
revolutions considerably from the normal 180 R.P.M. aL first and v
attempt. Lo increase them whencver possible. One could forecast st

of these revolution changes on the engine room platforms by the 'f»
of Lhe ship' before the orders were telephoned down from the Bridge!
buring my years of service on the Quecns, leave wias about 52 d
PSr aAnnum. 1t was customary to dec about 4 voyages and then have 7
voyage off so that, in theory. one would have 3 voyage lcaves a yearlc:
ling 42 days. taking the remainder at the annual winter dry dock’
period. During this time the Queen's hull would be cleaned and repaint

and rudder., propellers and hull valves examined. LLeave dates wer
never known in advance, only during the homeward voyage. Of cours:
those living away from the home port of Southampton lost a day traw
ling home. So as not to lose more leave, they would invariably rety
on an overnight train, join the ship late morning and pick up afle
noon day work. 1 particularly recall an FEngineer who. unfortunatel
lived in Wick! On each lrave notice appeared the words "SUBJECT

THE FEXIGENCIES OF THE SERVICE",which could mean anything!
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Accommodat.ion was quite good, particularly in the ‘Queen Elizakteth"
peing situated on the verandah deck, The engineers' mess room was un
the sporbts deck above. wilh an excercise area. In the case of the "Queen
pary” . accummodation was originally built on bLhe portL side of the afler
end of 'F' deck intended for the more junior engincers, the seniors
peing accommodated in single cabins on the verandah deck. The cabins
on 'F' deck soon proved unsat.isfaclory, owing to lack of adequate ven-
tilation and other problems and alternative. mainly double perthed.
accommodat.ioen was built aft of the senior engincers’'. also on
dah deck. The mess room remained as designed on 'D' deck,
awkward arrangement )

In the case of beth ships,the food was ygood, being of cabin class
‘standard although,having to kecep sea-watch duties, the need to relieuve
ieach other during the standby conditions, and bthe rather slow steward-
ship. meant that one could not always enjoy a full meal. The salary
wae dood, although on some voyages, when encountering long periods of
fogq. one worked twice as many hours as expected!

As the years advanced, Lhe con ditions of service 4id nol tulfill
the hopes of some of the incoming junior officers. the early signs of

Lhe veran
a4 somewhat.

more recent attitudes. For instance. some expected Lthat if 'Cunard’
required them to wear uniform or 'livery' as they chose to term it.
then 'Cunard’ must be expecled Lo pay. Two uniforms were needed. also
a meuss jackeb, 1n addition Lo white overalls. Faciltitiecs Lo wash thesce
overalls were rather primitive. A bar ot coarsc soap was provided each
voyaae lor Lhe purpose. the overalls being washed and scrubbed by hand.

luckily Lthere were plenty of drying spaces due to the holt conditions
“in Lhe engine and boiler rooms!

In later years poeriodic meetings were held on board. chairrd by
one ol the <enior third cngineers, who submitted these requests o a
‘'standing committee' organised by ’'Cunard’'. Typical suggestions, in
addit.ion Lo bthe above, were the provision of washing machines (complete
vith spares') and thalt all engincers chould have first-class rail tickets

vhen proceeding on leave. Unfortunately the Queens, by then. were al-
ready being threatened by the jumbo jet and the number of passengers
dwindling. ‘Cunard’ was not unreasonable, but progress was rather slow.

Social conditions on the Queens were somewhat difficult, Llittle
or no contact with the passengers being allowed, although attendances
aL the cinema were quite usual. Theoretically senior engineer officers
would be expected to attend certain sorial functions, along with senior

officers from olther departments. In practice, however. this appeared
to be discouraged. apAart from any entertaining by the Chief and Staflf
Chief CEngineers. who were on daywork hours. The operation of Lhe sea-

watch system, of course, worked against the concept of entertaining.
The safety of the ship. as f{ar as its machinery was concerned., was of
Paramount importance.

65









LIVERPOOL NAUTICAL RESEARCH SOCIETY

President
Reverend R A Evans PBA RNP

Vice-fresidents
Mrs E M Summerfield N R Pug~ M ¥ Stammers

Char=~ma~: A € Davidson Wrce=Charrma=' 1 E Cowder

Loacess

[ EOT

¥ Stuttard J E Lingwotd J 0 C Dulfy
Ex officic - A J Scartt D Ryan

Moo Serretary: Mrs D Hirst Hen Treasure~r ¥ ¥ Vitter
Hor Egiter: H M Hignett Horn A~chivist A W Pousan

Anaual Subscriptions
Local: £5 Country: E4 Senior Citizer: £4 Faeily: £7

A application form for membership can be obtained fror: Hon Secretary. L M p ¢
Maritime Records Centre, Merseyside Maritime Museum, Pier Head. Liverposl, L2 In:
Other correspondence to Mrs D Hirst, 7 Kirkvay, Righer Betingter, Wirra! L2 oo-

--30000--
E_.-[Ety 'V'tES

The Xmas Social was a very enjoyable affair, not least due to the effo~tc of Diamg Mired -
Betty Sumperfield in providing excellent refreshments for all tastes. The members were
entertained by & lively and amusing talk by our Presidens, Canon 'Bob' Evans. Howewes e
vere somewhat taken aback by the news that Bob is it retire in Tune and will te livirg -
Penart, South Wales We wich him a long and happy retirement’

January Meeting:
Ttirdy menbers were present tc hear kate Lomas's highly entertaining and inforrative tall o
'Liverpos] and Enigraticn', Thank you Kate

February Meeting

A samilar nusber attended when Gordon Read, Museum Archivist, explained the range of mate1s!
available on emigration through Liverpool (and other UK ports® especially to Australia
learned ot the fates tand fortunes) of some of the emigrants who kept diaries of tre:r
EXpEr1ences

D:anz Hirst also wishes to pass on the cordial greetings sent to all members ty Cha~les
Dawson o Sweden (see Editorial Notes below),

Editorial Nctes
Following up Charlec Dawson's srticle on Capt Brooke in the last isscue, he

has sent an item on hie father, Benjamin Dawson, a Chief Stewsrd in Plue
Funnel, linking it neatly with the Cape Horner's Association



TURRET DECK SHIPS
by Alan McClelland

British imperisl expansion and the increase in international trade which
was 8 concomitant factor in the letter part of the nineteenth and early
twentieth centuries led to a ferment in ship design and engineering. Stean
propulsion for cargo ships, demonstrated so successfully by Alfred Hs!t,
came to sssunme greater and greater importance with the opening of the Sue:
Canal and the further development of the multiple expaneion engine from the
compound of the mid 1850's to the triple expansion first successfully
employed in the liner ABERDEEN in 1881. Soon tramp steamers came tc be
fitted with triple expansion engines and the demise of the sailing ship in
deep sea trades was inevitably hastened.

Economies of scale exercised obvious attractions for manufacturers
merchants and shipowners as markets for finished goods and consequent
demands for rew materials increamsed. Iron and subsequently steel sailing
and steam vessels were built to increasing dimensions. Problems were soon
encountered 1n ensuring adequate longitudinal as well as transverse
strength and at the same time providing cargo holds which were as free as
poscible from internal obstructions such as pillars supporting the decke
above them. In Liverpool in 1896 Henry Bell Wortley and Alfred Holt
introduced the girder system in which decks were supported by heavy girders
and widely spaced pillars with side frames spaced further apert.

Meanwhile at Sunderland in 1892 William Doxford & Sons had completed the
steamer SAGAMORE for the Liverpool owners William Johnston & Co. to the
American MacDougall's cigar shaped "whaleback" design with 1ts cheaply
constructed, cambered hull. Arthur Haver, Doxford's Chief Drasughtsmar,
took its basic principle, which included the provision of verticel steel
turrets rising from the upper deck to form supports for superstructures and
machinery casings, and arrived at the notion of <creating 8 raised,
continuous trunk. This trunk, called the turret deck, not only provided
increased buoyancy but in turning back heavy beam seas from vulnerable
hatches and other openings 1in erections on deck improved general
seaworthiness. Below the turret deck the hull was nipped in before a curve
led to a cambered out harbour deck running along each side. The hull below
the harbour decks was of normal form for the times. Of particular
importance to tramp ship owners with their large stake in bulk cargo trades
was the fact that in single deck versions the trunk acted as a "feeder" so
that as coml, grain or ores settled or shifted more would descend from it.
to fill any voids

Another advantage of the turret deck design was that it afforded a much
larger deesdweight capecity for a given registered tonnage than its

immediate competitors. Further, in those days of cheap labour, port
charges formed a considerable part of a ship's running costs and were based
on net tonnage, so considerable savings could be gsined. If the turret

ship used the Suez Canal in the course of her voyaging yet another
advantage lay in the way in which liability for dues wes calculated - it
was based on measurements which involved "breadth" at the upper deck

Turret deckers were built in various configurations but mostly with engines
amidships. Some, like the Ritson sisters LIME BRANCH and POPLAR BRANCH of
1901 and 1902, were described as "veritsble forests of masts and derricks
having several sets of goal post masts and much cergo handling gesr. The
design sroused much controversy, some of which even reverberated into the

"Slop Chest" columns of “Ses Breezes" 1in the 1950s. However, the
completion of 182 turret decked steamers brought much prosperity to
Doxfords. After several cepsizings the turret's stability in certain

conditions was called into question, but the builders were able to
demonstrate that problems were unlikely to occur if a ship had her double
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bottom tanks filled with weter before loading certain homogeneous cargce:
in the holds or reserve bunkers on the turret deck. Most turret deck ship
were built as tramps with slow turns of speed but, having bought two fre:
other owners for evaluation (the BULLIONIST and IMPERIALIST), the Clan line
had 28 built between 1898 and 1907, several of which were capable of I
knots - a performance which compared well with those of cargo liners ¢
other firms.. Apart from William Johnston & Co. the other Liverp:!
shipowners who interested themselves in turret ships were Crow, Rudalf}
Co, who took delivery of the BELLE OF ENGLAND and BELLE OF FRANCE in 18,
and Jos. Chadwick & Co. for whose Astral Shipping Co. the DRUMELDRIE an:
DRUMCONDRA were launched in 1906.

With the revision of the Tonnage and Load Line Regulations which started::
1907, other designs came to be favoured for dry caro carriers, especialls
the shelterdecker, and after 1911 when the ORANGEMOOR was delivered tc i
Runciman's Moor Line, no more turret decked steamers were built. That e
year Ropners produced their LEVENPOOL, & long bridge decked steamer wit
large bunker capacity enabling her to be employed to advantage in the lorg
distance bulk tresdes such as those in grain from Australia and nitrate
from the west coast of South America. A steamer of her type with a bridi
structure which covered at least 70% of her length was allowed ®
length: depth ratio of 14 rether than 12 and the design gave en increase i -
carrying cepacity without 8an incresse in registered tonnage. ot
LEVENPOOL, therefore, conferred some of the advantages which hac bee
claimed for the turret design but eventuslly ships of her type =%t
superceded in their turn by the shelterdecker.

Further reading, including details of all completions: -
Leonsrd Gray and John Wingwood, "The Turret Ships”" (The World Ship Society

In an afterthought, Alan writes:

It is interesting to recall that our member, the late Coaptain Chubt.
discovered the turret steamer HERMANN FRITZEN, ex WERNER KUNTSMANN, ex
EFSTATHIOS, ex CLEARWAY, ex NONSUCH lying abandoned 1in & backwster &
Hemburg efter the Second World War. She was salvaged, refitted o
continued trading until 1958/59. Originally built for Bowles Brothers of
London in 1906, there is a yarn that on her msiden voyage members of he
crew vandalised part of her accomodation, which was said to be advanced f¢r
its day, end sold the fittings at the first port of call!

So fer as Liverpool shipowners end the turret design are concerned I have
been unable to identify whether it was a principal of Crow, Rudolf & Co. «
Chadwicke who was the subject of this story in “Tynesider™ by Leonard
Johnstone (in essence & biography of the prominent tramp shipowner 5if
Arthur Munro Sutherland)

Sir Arthur's brother Benjamin was an agent for Doxfords and reputedly?®
born salesmen. One day he called on a Liverpool owner who was Jjust about
to leave his office. Mr Sutherland said he had hoped to interest him in
the turret ship. “What, turrets"” exclaimed the ehipowner. "I wouldn"t
dream of owning one. They're much too ugly."

“Did you know Pierpoint Morgan?" rejoined Mr Sutherland

“The millionsire, you mean? What's he got to do with 1t?"

“He was the ugliest man I ever saw," replied s smiling Mr Sutherlend.

The shipowner thereupon asked the egent into his office and after further
technical diecussion gave him an order for two of those "ugly" eteamers!
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(No. 7258.)
“CLAN RANALD" (S.8.).
Tbe Merchant Shipping Act, 1894,

Rerost of a Court of Inquiry beld at Port Adelaide,
South Australia, on the 3rd, 41b, 5th, 8th, and 9th
days of February, 1909, into the circumstauces
atteuding the loss of the s.s. “CLaN RANALD,” of
Ulasgow, off Troubridge Hill, Gulf St. Vincent, on
31st January, 1909,

An jnquiry was bold at the Marine Board Offices, Port
Adeliide, on the 3rd, 4th, 5th, 8th, and 9th February,
19u9, before Arthur Searcy, Esquire, J.P., President of
the Manne Board of South Australia, and W. Berry,
Esquirc, Augus Campbell, Esquire, J.P., R. Fricker,
Esquire, F. W. Vasey, Esquire, A. S. Neill, Esquire, J.P.,
and P. D. Haggart, Esquire, J.P., into tho circumstances
cannertod with the loss of the British stesmship * Clan
Ranyll” in the Gulf St. Vincent, off Troubridge Hill,
on the nieht of the 31st January, 1909,

The “Clan Ranull,” registered at Glusgow, Official
Number 111290, was a schoouer rigged turret steawer,
built of iron in 1400, 2286 tons register, owned by
Mossrs. Cayzer, Ievine & Co., of Glasgow, aud under the
command of A. X. Gladstone, who held a certificate of
cn;m]n.‘u.;ncy as master, No. 010424, issued by the Board
of Trade,

Tho first infurmation of the casualty that reached the
Board was a telegram, doted the 318t January, from the
Bsrbour Maxter at Edithburgh, stating that a steamer
was drifting towards shore. aborut two miles out, abreast
of Troubrnidge 111l and shortly afterwards a furtler
telegram was received from the same source that she had
sunk and that mest of the crew were drowned.

Tho * Clan Ranal),” laden with grain and flour., left
the Laruour of Port Adelaide, bound for South Africa,
via Albany, Wostern Austraba, at 7 a.w. on the 3]st of
Jenuary, the weather being fiue and clear, with a strong
breeze from the S.S.E.

At the time of departure she had a list of four degrees
{0 starbnard, but the evideuce shows that upon reaching
the open sen the list increaned to six degrees ; thix list,
however, did not further inercise as the vessel proceeded
down the Gulf, and was no yreater wben abreust of
Troubridge Islaud Light at 1210 pm. The course
steered from the time of leaving the Semaphore
Apchorage at 9.10 am. until noon was 8. 50° W., truc,
when it was found tbat the ship had been set nortb-
ward aod westward, and the chief mate, who was in
charge, hanled ber out half 8 point, muking the course
€. 44° W, true. At 12,50 the course was egain altered
to S. 73° W. (hy compass) to pass three miles to the
southward of Althorpe Island.

At about 2 p.m.. when on the last-mentiooed
course, the vessol euddenly heeled over to starboard,
placing that side of the turret deck under water, and she
never righted ogain.

The sbip war still ob ber course, rockets were fired,
aud then tbo helm was starbvarded with a view of
counteracting the list, but it bad no effect. About 5 p.m.
the belm wus put hord aport, the propeller etill con-
tinuing to revolve slowly, hoping thbat it would put the
ship towarda rhore. About 8 p.m. the anchor was let go
with 90 fatboms chaio outside, which brought the ship's
head to wind and sea which was described as moderate ;
the ancbor held, but the vessel otill waintsined her
dangerovs angle until sboot .30 p.m., when the tar-
paufin coveriog of No. 5 batch camo off, aud she began
to settle down and increase the list, lud sbout 10 p.m.
she sank out of sight.

(13158—4.) Wt. 5957, 120, 509, D& 8.

The vessel's ballast tanks, it is proved, were pumped
dry before leaving Port Adelaide, and the well was
sounded in the river shortly before reaching the
anchorage, and the witnessos examined all affirm that
there was no possibility of water getling into tbe vesacl.
She wos practically » full ship, baving approzimately
6,600 toos of cargo on board, and in addition bad 70 tons
of coal on the turret deck—50 oo tbo starboard side and
20 on the port side—and about 50 toos on each side of
the fiddley deck. It was stated that the ship was well
found, in good coadition, and had a crew of &4 all told,
24 of whom reached tbe shore by much boats, &c., as
were availalle, or by swimming. Forty were drowned,
iocluding the master, chief engineer, second mate, third
epgincer, fourth engincer, and chief steward.

I'here ia no evideace as to the value of the vessel, or
what amount, if any, she was insured for, or as to the
value of the cargo or insurance thereon.

The Board having taken all evidence available, extend-
ing over five sepurate mcctings, aod after the fullest
investigation, have failed to elicit any evidence wbich
clearly accounts for the sudden careening of tbe “ Clan
Ranald " on Sonday, 31st January.

A theory is udvanced by experts that no shiftiog of
cargo occurred as a cause of the wreck, and, again, tha:
entrance of water into the ves:el, unknown te her
cflicer», could alouc account for her euddenly hechu;
over about 2 pomon tho abuve date.

It has bLeen thought, on the othor band, by some
meipber: of the Board, anl this vics ia supported Ly
the first and third officers and the recond engincer (who
survived), that although coal bal been mafely carried on
hier Lridge and main decks on previous voyages—that
when sbe left Port Adelaide on ber finsl voyage the
weight of coal on her deck, coupled with her six degrees
of atarbourd list on starting, was apparently nufficient to
endunger her stabality.  The Board are sitisfed that the
“Clan Ranald ” was well found in every respect, and
that ber eargo was properly stowed. The Board have tc
regret that the master (wbo bas not survivéd) bad to
leave the performance of bis duty as master, through
indirposition, to the chicf officer.

Tbe Board, after tins full investigation, cannot find
any valid ground for suggesting charges agaiost any of
the sursiving ofticers, and as rezards the deceased officers
wh were on watcl, there efists no evidence to show
that thev neglected their duties.

The Board, having reccived a sworn s*atement from
the master of the s.a. “ Uganda " in explanation of bis
not having gonc 1o the assistance of tho vessel when
parsing up the Gulf St. Viocent, accept the same as
satin{actory.

Iu all prolability had the oflicers of the ** Clan Ranald,”
at once after the disaster, fired the distress sound sigrals.
assist ince would bave been fortbeoming.

As reflecting on the discipline of the ship, it was
elicited during the inquiry tnat two fires bad occurred in
the port coal bunker during the ship's stay in port and
had pot been reported to the autborities.

The Board are of opinion that an error of judgment
was committed in anchoring tbe ship after beehns over
at 2 o'clock.

The Board find that tbe surviving officers and men
behaved well after the accident at 2 p.m.

The Board further desire to express their sympathby
with the relatives of the lust officers and members of the
Crew.

Theo loss of all the nfficers oo watch at tbe time of the
disaster haw necessarily rendered the task of the Board
more dillicult in trying to ges st the actual cause of the
accident.

Jonx Darsy,
Secretary to the Marine Board
Marino Board Officcs, of South Australia.
Port Adelide,

12tb March, 1909.

({ssued in Londun by the Board of Trade on the
4th day of May, 1909.)
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BRITISH NARITIME LEAGUE CONFERENCE 1988
The Nerchant Fleet and Britain's Economy
Froa a paper by The British Maritine Charitadle Foundation

e have exanined the economic effects of possessing a merchant fleet under five main headings and our conclysiz
are suenarised below: -

1. Yalue adaed

Uk Merchant shipping still provides over £1,0 billion per annum direct Value Added contribution to the UK ecorn.
has a high value added per employee and makes a direct 1mpact on the balance of payments, This is despite 1
fact that 1t no longer has equality of opportunity either with the rest of UK industry or with 1ts ciers:
conpetitors.  The andustry 15 efficient, its profitability in recent years, mainly on the shipowrin; 14
refiects a worldwide over-supply of ships due to subsidies given to shipyards at a time of massive shistuils:
overiapatity

2 ' ! mar r

Direct eaployment by the industry at sea and ashore 15 now just under 50,000 Most of those we consulted thes
1t necessary to provide experienced senior officers and managers for many purposes over and above the needs ¢! 1
seagoing merchant fleet. Their skills are needed 1n many sectors of industry and commerce vhich are relatel it
vay or another to ships and the sea

3. Threits. opporiumities and influence

There 15 no 1nnediate threat to shippers' freedoms from any hostile combination of foreign owners, Lookis; i
years or mpre ahead, the threat still appears on the whole unlikely, but long-tern forecasts in this ired ‘i
proved unreliable and it would be safest for the UK arnd the European Comnunity to maintain a presence 1f ship
a5 ar insurance policy. A capability should also be retained to respond to nev opportunities not directly reak
1c noraal shipping services: North Sea oil yesterday and today, 'Resoutces from the Sea' tomorrov? Pessidie lmi
of influence 15 also 1nporatnt. The Uk 1s still well represented in the international bodies which cortecl #%
vorld's seaberne trade. but 3 seat at the table once lost might not be easily regained

& (intages with pther industries.

Eritish Shipbuilding bemefits enormously {from a strong Merchant Shipping Industry, with consequeries 1
enploysert 1n key areas of the country, The Marine Equipment Supply Industry would be severely damaged mii
British Shipping.  The UK and Europe is in danger of being dependent on the Far East for 1ts future mnv
fechnology and research,

The City has already suffered the decline of the UK fleet and disappearance of the rest would make little s
tern difference, Its marine-based institutions. insurance, shipbroking, banking and fimance, the courts %
arbitration, etc, are strong but in the longer ters the loss of the saritise skills base could see the (ity'shy
aarket share of international marime busisness eroded faster: London's role as the major maritiee centrt i
already being eroded, There 15 a desire in the City to have a healthy hoae shipping industry again.

5. Effect on ppployment
The total number of jobs which would be at risk if the merchant fleet were to disappear entirely, taking accos”
of the linkages to other industires outlined above, would be at least 100,000, Although the jobs would go. m~
of those affected would probably find other eaployment,

The Total Nuaber of Jobs Affected

Seafarers 34,000
Shipping - Shore Based 16,000
Merchant Shipbuilding and Repair 12,000
farine Technology 3,000
Marine Equipment 25,000
The City and Comaercial Services 15,000

Total: 105, 000
This suggests a 'aultiplier' of 3:1, 1,e, a total of three jobs at risk for every seafarer who becones unenplose:
The ratio is probably higher; we have not taken account of chandlery, victuslling, medical services or supply &
non-specialised equipnent and there may be other omissions, I{ is known that in the port of Hamburg. an industn
too dissinilar to be directly relevant, the multiplier is 6:1,

The task of the BMCF is to report what we have found, in this instance, to reflect as closely as possible th
views expressed by 8 wide cross-section of psople in or closely affected by shipping, Ve have listed above s
principal effects on the UK economy vhich would follow from the loss of the merchant fleet, leaving others an
policy isplications that might be derived from thea, -



THE WRECK MUSEUM - CUXHAVEN

Opened in 1980, the Wreck Muceum, the only one of its kind in Europe, is a unigue
collection of over 1500 objects formerly in private hands. They cover the lact tw:
centuries and come from the German Bight and the approaches to Enmden, Bremen and
Hamburg. It 1c estimated that up to 4000 wrecks have been lost in this areas cince
the Middle Ages. The aim of the Museum is to preserve any relics, display then ac
living history and try to conserve and rectore new itemes brought to light  Althoug:
crly a part of the collection can be uced at any one time it helps visitore to form =
piz*ure of the salvage work in local waters and to learn something of the man:
marine dramaz and tragediec of the pact.

Wreck Search
The German Hydrographic Institute at Hamburg hac specially equipped vessels whizh
sre In dsaily service patrolling the coastal waterways. Known wrecks are checked for
any alteration iIn position and. occasionally, previously unknown wrecks are discoveres
end have tc be removed. Since December 1945 when the Inctitute began its work,
thousands ot wrecks have been discovered in the North Ses and the Baltic and their
pozition recorded and dangers to shipping removed.

Salvage Work

The difficulties presented by tidal range and silting make 1t impcesible tc ealvaze
rore than fragmente of the sunken vessls but a considerable amount of material hac
been recovered from cargoes including copper, brass, lead, tir and other metals.
The TWYFORD, & specially designed salvage vessel built in Aberdeen in 1952, wac
cervice throughout the world but mainly in the North and Irish Seas. As the valve ¢
non-ferrcue metals began to fall during the 1970s, thes work became unprofitable and
the wveszcel was laid up in Cuxhavern in 1972 and broken ur come years later. Ir
display 1= her observation chamber which could be lcowered tc & depth cof 320 matre:
and the operator enabled to operate the grabe.

On Display
Many exhibits are of particular interest to British visitors. The sc VANDALIA (buile
at Glasgow as the INVERCLYDE) collided with a floating dry-dock near Hamburg in
October 1912. The rudder blade and many smaller items are displayed
Submarine (2-man Seehund type). Scuttled in Baltic 1945.
In 18£3, whilst lying at anchor off Glickstadt with a carge of saltpetre from Chile,
the sailing vessel PAPOSC was run down and sunk by the British steamer CRAMLINGTON
The PAPOSO was built by James Laing st Sunderland and sailed for twenty years ac the
EQOTANIST with T & J Harrison of Liverpool before being sold to H Ftlsch of Hambu-g
The wreck was discovered in 1967 during work to deepen the Elbe and the ctjects on
dislpay such as the sextant, nameplate, weights etc form part of the Baltes collecticor
which was the basis of this Museum.
In 1891 the British steamer KAFFRARIA was rammed by the tug BORKUM and beached ir s
sinking condition near Otterndorf where many families still possess relics from the
wreck. The anchor and remains of the mast are on display.
The Hamburg-Americen liner CIMBRIA, built by Caird & Co., Greenock collided with the
Britich Freighter SULTAN on 29th January, 1883, twenty miles north of Borkum Island
She sank with the loss of 434 lives. The wreck was discovered by chance in 1974 and
objects trom the wreck are on display
On 7th February 1893 the British steamship KESTREL sank after being in collisior with
the British steamship REGALIA near Brunsbiittel. Masny animals from the cargo of sheep
and pit-poniec perished and fishermen from Finkenwerder who plundered the wreck
under cover of darkness were caught and heavily fined! Medicine bottles, cabin
furniture and other artefacts are exhibited.
In March 1916 HM Submarine E-24, Lt Commander Napier, was laying mines in the German
Bight when she touched s presumably British mine and sank with the loss of all 34 of
her crew. The wreck was raised in 1973 in mistake for s German U-boat which lay
nearby. The remsins of the crew were interred at the British War Cenetery at Scltau,
Luneberg Heath and the wreck was broken up over a period of years at Cuxhaven.

-3
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kemnants on display include port and starboard propellore and also some gooseberrle:
once part of the submarine's provisions.

Cix German freighters, carrying iron-ore from Sweden, were sunk in one day Ir the
Baltic by HM Submsarine E-19. Swedish divers were filmed as they worked or the
wrecke 8 few yesars ago and this video film, as well as relics from the ships,is shouwr
te vieitore.

Relice from the Germsan light cruiser WIESBADEN can be seen. She was sunk 8 ‘&
Battle of Jutland and the sole survivor, Leading Stoker Zenne, has left e vivi:
description of the scene on board during the shelling. Amongst those who 12zt thel
lives waz the poet and suthor Gorch Fock.

There asre four figureheads on display. One came from the Swedish salling wvess:e
NYERT which ssnk in the Elbe in 1921 but the other three came from Britich ships 2r:
have nct, as yet, been identified.

The Wreck Museum is continuing to enlarge its dicplay of new objects and rel:
found ir the neighbouring weters and visitors from thic side of the North Ses wsulf
find an enthusiastic welcome and much to interest them.

--=oQo--~

From "The Shipping World" January 1889 Selected by A T Plathle
MERSEY AND DISTRICT

Curioue Dock Accident

Ar action was brought before the Liverpool Courty Court by Mr H G Barry, shiptw
cf Lymington, against the Alexandra Towing Company of Liverpool, tc recover the sun
cf £9.1€s to replace a boat belonging to ss LYMINGTON, which had been destroyed
through ccllision with the defendant's tugboat ALEXANDRA in the Alexandra Deck.
appeared that on the day of the accident the LYMINGTON was lying alongside the guar
with her small bost fastened to the stern. Two tugs - one of them belonging tc the
defendants - were towing the ss LAKE HURON through the same dock, but whilst unds
her own steam, she ran into the stern of the LYMINGTON snd did some damage whir
however, was repaired at the LAKE HURON's expense. On perceiving the approach f
thic vessel. the LYMINGTON's men removed her small bost from the stern tc !
gtarbosrd side of the ship, and whilst in that position 1t was smashed to piece: o
the tug ALEXAMDRA. The defence was that the accident occurred through the fault =
the LAKE HURON, whoee owners were therfore lisble, and that the plaintiff waz zuilly
of contributory negligence in putting the boat on the starboard side when the prope
place was under the bowe. After & number of witnessec had been examined his Honew
esid he thought the plaintiff had acted injudiciously in not moving the boat tc
safe place. Instesd of this, he put it in a position of greater danger than 1t wes
bfore, and thue the accident occurred.

Judgement was given for the defendants.

——-0Q0---

A 7 (Tony) Blackler has unearthed & couple of paragraphs re Emigrants on Csttle Ships
(or was it Cattle on Emigrant Ships?) -~ see Summer Edition!
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NOTES

The hamsey Coastguard station IOM was closed down at 0900 gmt on
Tuesday 17th January 1989 in compliance with Government cuts.
Members of the staff have been fortunate to secure jobs at other
stations in the UK. Hamsey had a very effective VHF range
for small vessels in the Irish Sea area, with the additional
advantage of a VHF direction finder on the summit of Snaefell.

The Liverpool Coastguard station at Hall hoad, Crosby may be

hard pressed to cover the whole Irish Sea area, especially in
waters to the west of Isle of Man and the southern Scottish coastlirne.
With ever increasing numbers of small pleasure craft being fitted
with VHF radio telephones, reliant on the Coastguard service, this
closure seems to this writer, an extremely retrograde ster.

LADY OF MANN is to have a large refit at Birkenhead this spring
costing two and a half million pounds. The interior is to be
redesigned to accommodate 35 more cars and there will be extensive
carpetting in lounges and more varied furrishing. The work will be
carried out by Messrs Wright and Beyer.

Heysham Harbour 1s to have a second linkspan costing £4m.
The present one 1is being used by three cocpanies - Isle of Man
Steam Packet Sealink, Merchant Ferries and Belfast Freight Ferries.
Also a new dock is being started to accommodate vessels of
6,000 d.w.t. and with a dredged dept ih of 5.1 metres.

MAME CRANGES.

INISBARK ex DARELL
INISEEER ex LIA VENTURA ex ELISA VON BARSSEL
INISHOWEN ex RAIMUKDO A

The coaster GLADONIA was on a passage from Avonmouth to New Ross in
January when she went ashore at Tramore, C.Waterford. She had certainly
missed her way into the wide mouth of the River Suir. Efforts were made
to unload some of the 800 tons of grain on the beach, and tug FAIKRPLAY IX
failed at first to refloat her but with the assistance of tug StA ALERT
she came off, and was anchored off Dunmore rast.

YAKRAWONGA, an 85,000 tons deadweight bulker, was on passage from Sweden
to Canada in ballast in January, when she suffered damage through heavy
weather west of the Irish coast. The Irish Navy, concerned about the
threat of the vessel's fuel oil, should she break up, sent the frigate
EITHNE. Yarrawonga's crew was taken off by helicopter, and after a
jorg struggle the Dutch tug TYPHOON towed the casualty to hotteradam.

The Swan Hunter yard on the Tyne is preparing to launch the frigate

HMS MARLBOROUGH designed for anti-submarine operations. It is said that
she will be a very quiet ship, machinery noise will be cut to a minimum.
She is also being designed to produce a weak response to radar, and to
give the minimum superstructure "bounce" to radar beams.

NRE.



Exciusive marine clubs

One of the most exclusive clubs in the world must be the Cape Kern
. I.C.E. to use its French initials, since it was founded in S-.)M:
the ernd of ths 103(¢s. To. be a2 member ycu must have rounded the Ker:o
merchant sziling ship witkout auxiliary engines. Today thers
Frobably some 1500 mexbers still alive and kicking; most of thex ar:
their 70s or 8(¢s but there are of courze some older. There iz &
interesiing crder of rank in the club, with designations after vz
seabirds. Yeu are an albatross if you have rounded the Hern as :a::
2 mollyhaws if you tcck your skipper's ticket later; a Cape-dove i:
are ore of tlie otherz, and that ever includes being a passenger.

Tze club's enoblem appropriately contains the head or an albairz::
In its mouth, the bird bae an "iron". This implement, encased in

was uced by seamen when they were trying to catch seabirds alive. It wt

2 rule never to kill an albatross, for this bird was concideres
chelter the soul of a seamar.

One day of course the club will cease to exist, and I
imzgine that by that time neither will there be any left of the cii-
tirers who  held the two million mile record at seea. Thig thougie
struck me when ] was writing the story about Captain Samuei
(Bullietin, Vinter 1988’ who in Decemver 1894 won the £10 prize o:
by tie weekly paper TIT-BITS for his record number of miles travelle: e-
sea: over two pillion.

Since ny own father Benjamin Dawson had first gene to s22 2
Captain Brooks' servant, and after that spent most of the rest oI
working life with tke Blue Funnel Line, it seemed that bhe too rif
have amzssed such an enormous mileags. He always had the idea oI writint
up an account of his life, but never managed it. He did however .ezve
copious notes and these I bave been able to draw upon to show that i
too travelled over two million miles at sea. I give below the syncrsis
of hiz life which I have at last be2n able to put together. [ thinz:
belps to echo the sentiments of my last paragraph in the Captain 2rcod
article

Even if there are no other two milliorn milers now ali T
there zre othere who have fcllowed arter ther and recorded the livs:z o:
thece indefatigatlecs?

v



rank, mthily.

1z,

5.

8.

2

12

3.

12,

S.

Voyage Vessel
datec

1- ARIZOEA

18 3. 4.91 - 6.

19 PATROCLUS (I)
4. 1.93 - 20.

20 s.y.ARGO (ID)
19. 6.93 - o,

21 PRIANM (11>
2¢. 8.93 - 25.

22 PALAMED (I
10. &.94 - 21-

23 LOUISIABIAE
23. 1.95 - 26.
TELAMON (I

24 8. 5.95 - 16.

25 25. 9.95 - 28.

26 ABCHISES (I)
16.11.95 - 28.

27 AGAMEMEOE (I
dates not known

28 DEUCALIOEN (I)

1. 4.96 - 14.

PALAMED (1)

29 datecs not known

30 30. 7.96 -

5.11.

.94

.95 4th Stwd
.95 3rd Stwd )

EENJAMIN DAWSON

born Todmorden, Yorks.

12.04.1874

died Liverpool 18.03.1952

Line Captain

wages

GUION Samuel Brooks
92 C'pns Servant, £2

NSX 'OCERAN' - Pulford
93 4th Stwd
BLUE FUNNEL H.Johnson
93 4th Stwd

(F?)
ELUE FUNNEL J.S.Thompson
.94 4th Stwd, £3

0?7

BLUE FUNNEL
3rd Stwd

A.P.Villiams

W.1./PACIFIC W.S.vVallace
95 Std & Ptryman

BLUE FUNNEL
) T.Purdy

BLUE FUNNEL
9%

V.Gardner
2nd Stwd, £4 +i1 bonus

BLUE FUNNEL Steeves
Extra 2nd Stwd

NS¥M
96

' OCEAAN!
2nd Stwd

J.Edmondson

BLUE FUNNEL
Extra 2nd Stwad ?
96 2nd Stwd A.P.Villiams

Route
& comzerncs

L'pool-Q‘town—N.York—L'pl

Gz

Ben joined Holts 1¢6.1Z2.
B'head-Tangiers-Algiers-
Tunis-Jeddah-Java-A'da=z-L';.
L'pl-Oban- 18(?) Scan.porte-
Faroe Is.-P.Erin-L'pl; (cruise
in Alfd. Holt's private s.y.»

L' pool-Suez-Penang-S' pore-H. #-
S'hai-Y'hama-Kobe-Moji-S'p:re—
Sumatra-Colombo-Suez-Kew Yeri-
(towed s.s. FOREST HOLME ir t:z
Helifax in a snowstorm’ - L'pl

B'hd-T'giers-A'giers-Tunis-
Pt.Said-Jeddah-C' bc-Penarnz-
S’ pore-HK-Amoy-F' chow-Kobe-
Y'hama-HK-London (Ben la:r*
BF in bhope of fast promoticr’

L'pl-B'does-Tr'dad-La Guayra-
Puerto Cabello-C'gao-S. Marza-
Sabanilla-Cartagena-Colon-L'pl
(Ben left W.I.P. disenchanted)

(Ben back with Blue Furnnel!»
L'pl-China-Japan-Londea
L' pool-Manchester-L* pool

L'pl-Singapore (to ke sclc

S'pore-C'bo-Maiabar Cozs:-
Madras-Jeddah-L'pi

L'pl-T'giers-A'giers-Tunic-
Singapore (ship transrerrec
to blue Funpnel subsidiary,
East Indian Ocean SS (o)

Singapore-Liverpool
B'bhead-Kobe (to be sold). With
a month to spare in Kebe, Ben
Joined a judo club
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32

33
34

35

36
37
38
39

40
41

42

43
44

45

46

47

48
49
50
51
52

Kobe-London

L'pl-A'dam-A‘giers-F. lac

(Capt. Keay sent home sick from F.Sa:d.
Capt. R.Williams took over)

TEUCER (II) NSM "OCEAAN" VW.H. Adair
6.11.96 - 5. 1.97 Extra 2nd Stwd
LAERTES (D) NEM "OCEAAN" (N?)
23. 2.97 - 12. €.97 2nd Stwd G.V.D.Keay
0. 7.87 - 11.11.97 2nd Stwd R.Villiams
27.11.@7 - 22, 3.98)
18, 4,98 - 31. 6.98 2nd Stwd A.D.Baker
(Ben promcted to Chief Steward
in Singapore, May 189&)
24. 9.98 - 9. 1.99 ) A.D.Baker
17. 1.94 - 20. 5.9¢9 )
1. 6.99 - 21. 2.99 )
27. 9.99 - 26. 1.1900 )
PRIAN (ID NSM "CCEAAN"
16. 2.1900 - 17. 6.1900 ) J.V.Valker
6. 7.1200 - 11.10.1900 )
PYRRHUS (1) BLUE FUNNEL

16. 2.01 - 28. 6.

27. 7.01 - 2.12.
21.12.01 - 10. 5.
ABTEBOR (ID)

21. €.02 - 20.10.
15.11.02 - 12. 3.
ULYSSES (IID)

2. 4.03- 1. ¢
25. 9.03 - 22. 2
25. 3.04 - 2. &
25. 8.04 - 26.12
21. 1.05 - 14. &.
30. 6.05 - 19.11

7€

01

FUNNEL

.04
. U4
.04

=
-~

.05

ditto

ditto
ditto

M.H.F.Jackson

("alphabetical")

L. M. Eevan

) L.M. EBevan

D Y

Suez-Penang-S' pore-Batavie:
Semarang-Surabaya-Progolini
Macassar-Tjila Jap-Pacan:-
Pula Wai-C'bo-Perip-4'de:

Liverpool-Java-Amstercaz

ditto

. ditto
Amsterdam-Java-Amstercac

ditto

ditto

ditto
ditto

B’ head-Straits-China-Japat
(N.Island, Otaruni)-L'pl

ditto - London
ditto

B'hd-China-Japan-London
(with troops from Hong Kons'

B’ hd-China-Japan-Londan

Glasgow-Adelaide non-cs:op
(49 days)-M'bourne-Sydney
Brisbane-Las Palmas-L'p:

B’ hd-China-Japan-L‘p!
ditto - London
B'hd-China-Japan-Londcn
B' hd-China-Java-Glasgow
ditto-Belfast



53

54
55
56
57
58

59
60
61
62
63
64

65
66
67
68
69
70
71

72

73
74
75
76
77

78

79

80

81

OOPACK (1D
9.12.05 - 17- 4-06

PIEG SUEY (ID

12. 5.06 - 12.
27.10.06 - 4.
29. 3.07 - ©@.

g. .07 - 12.
15. 2.08 - 2.
PERSEUS (I)

12. 9.08 - 26-12.

6. 2.09 - 30. 5.
26. 6.09 - 17.10.
13.11.09 - 10. 3.

9. 4.10 - 6. 8.

4. 9.10 - 22.12.
28. 1.11 - 14. 5
10. 6.11 - 29. 9.

4.11.11 - 18 2

9. 3.12 - 17. 8
10. 8.12 - 65.12.
11. 1.13 - 27. 4.
31. 5.13 - 13. 9.
LYCAOR (DD

1.11.13 - 15. 2
ABTILOCHUS (I)
28. 2.14 - 20. 8
10.10.14 - 26. 4
22. 5.15 - 21. @
23.10.15 - 1. 4
21. 4.1¢ - 2.10
190.11.16¢ - 4. 7

5. 7.17 - 23. 3
ELPEROR (I)

31. 5.18 - 12, €
TYBDAREUS

6. 7.18 - 11.11.

.06

.08
.08

o — 0 W W

.11

.12
.12

PLUE FUNNEL J.Barber

ELUE FUNNEL

E.Varrall
¢7
07

R N "™

BLUE FUNNEL
o€
oo
oo
10
10
10

E.Varrall

N N e N

D. Rebinson
11

12
13
13

R R N V2 T IR )

CHINA MUTUAL J.Vatt Valker

.14

BLUE FUNXNEL ("goal-poster")

CHINA MUTUAL H.S.Andrews
18 Extra Ch.Std.

CHINA MUTUAL
18

G.Stout

B'hd-China-Java-L'pi

B'hd-Japan-London
ditto
B' hd-Japan-L’pl
ditto
B'bd-China-Java-Newpor=

(new ship)
B'fast(yard)-Japan-Lecndexn
B'hd-China-Japan-Llonicn

ditto

ditto

ditto

ditto

B'head-Japan-London
ditte
ditto
B' head-Japan-Swansea
B'head-Japan-Loncézca
ditto
ditto

(new ship)
B’ head-China-Japan-Londen

.14 ) George A.Flynn B'hd-Far E.-Puget Sd.-London
.15 ) dec.-i'peol
.15 )-Fought off U-boat in Medi 10.9.15 do.-Loncor
.16 ) B'bead-Far East-Glasgow
.16 ) B'head-Far East-Liverpoo:
.17 George K.Houghton  Far East-C'bo-Bombay-

Dar es Salam-Durban-Capezown-

i _ Freetown-Plymouth

.18 ditto Plymoutk-N. York-Fanara-5'lulic

Japan-Vladivostok- (wizh
egrant. for Russia®' Ki-
Vancouver-Frisco-Kingszon-
Newpor:, Virg.-Beifas:

rlwe.

Birkenhead-New York;
(train to Vancouver)

Seattle-Y'hama-Keelung-Londcr



82 TYBDAREUS CHINA MUTUAL E.B.Francis London—NY—Colon-Pugefsi
3.12.18 - 15.11.20 H'lulu-S*'hai-Marila-?u7 &
Seattle
83 BALTIC VHITE STAR not known New York-Liverpooi
Christmas crossing (as passenger, with family. returning from Verzcuves
84 EURYADES (D) OCEAN SS Co George K. Houghton
ex INDRA Rcyden's INDIA LINE
9. 3.21 - 21. 3.21 Birkenhead-Glasgow retur:
85 BELLEROPHOE (II) BLUE FUKNEL A.J.Bibbington ditto

23. 3.21 - 6. 4.21 £28

86 AEBEAS (D) BLUE FUNNEL J.V.Collister ditto
22. 9.21 - 4-10.21

87 Acting Surerintendsnt Steward in Amsterdar
21

- i2.22

88 TEIRESIAS (I) BLUE FUNNEL J.Riepenkausen

9.12.22 - 19. 3.23 &£25/10/- B'hd-China-London
89 z€. 4.22 - 20. 8.23 J.G.Reynard ditto-Amsterdan
HECUBA (II) BLUE FUNNEL T.C.Vilkinson
90 <(ex NDL BRANDENBURG)
2.11.23 - 31.12.23 ) T.C.Vilkinson S'hampton-Bombay re:.
) (trooping’
91 10. 1.24 - 11. 3.24 ) ditto-Falmouth
92 PATROCLUS (111> BLUE FUNNEL G.Clark London-Fare Is-
2. 724 - 6. 7.24 Extra CS Glasgow (trials?)
(new ship}
HECTOR (IV) BLUE FUNNEL V. A.Dawson (new ship)
93 11.10.24 - 23. 1.25 ) (no relation) B'head-N.China-Londen
94 28. 2.25 - 8. 6.25) )
95 14. 8.25 - 25.:11.25) )
96 21. 1.2¢6 - 6. 4.28 )
97 ASCANIUS (ID) BLUE FUNNEL J. Agnew L'pl-Australia-B'heac
4. 6.29 - 7.10.26
98 AENEAS (I) BLUE FUNKEL V.K.VWallace B'bhd-N.China-London
6.11.2¢ - 19. 2.27 Dec. '26, rescued 99 crew of s.s.

e AYRSHIRE, on fire in the Indizn Jceir
ANCHISES (111> BLUE FUNNEL
99 26. 3.27 - z. 8.27 123 R. Voodgett L'pl-Australia-B'heas
100 1.10.27 - 20. 2 28 (son of CUTTY SARK's ditto
captn. R.W.Sr.)



ABTENOR <(TII) BLUE FUNNEL

101 1. 4.29 - 11.10.29 £23 J.G.Reynard Birkenhead-China-Llondcn
102 22. 6.29 - 11.10.29 R. Voodgett ditto

Approximately two years ashore. Holt's Head Oifice Dining Room
(India EBuildings, Liverpcol.

ABCHISES (11D BLUE FUNNEL J.K.Dunlop

103 12. 9.31 - 22. 1.32 £23-10% L'pool-Australia-3B'heac
104 13. 2.32 - 28. 5.3z ' B'head-Far East-Llorndcr.
105 13.10.32 - 30¢. 1.32 L'pool-Australia-B'heac
106 ©@. 3.32 - @, 7.33 B'head-Australia-re<ursa
107 2. 9.33 - 19. 1.34 ditto

108 5. 2.34 - 19. 6.34 ditto

109 8. .34 - 7. 1.35 ditto

110 2. 2.35 - 1. 6.3% C.A. Lakin L'pocl-Australia-E'h2z2
111 27. 7.35 - 19.11.35 B' hd-Austr-Tasmania-re-.
112 14.12.3% - 11, 4.36 -B'hd-Australia-return
113 9. 5.36 - 5. 9.36 £26 Evan Jones ditto

114 31.10.36 - 20. 2.37

115 13. 3.37 - 10. 7.37

116 18. 9.37 - 12. 1.38

117 12. 2.38 - 7. 6.38 £27

118 4. 7.38 - 13. 7.38 18s.8d per day Glasgow-Liverpool

119 16. 7.38 - 8.11.38 &£27 D.V.Janmes B' head-Australia-return

Ben Dawson continued his service with Holts ashore for another eleven years
as clerk, assistant commissionaire and fire-watcher, finally retiring at the ags
of 75 on December 20th 1949, after nearly 57 years with the firm. He likec to
point out that he went to sea before that too, with another line (Guiom).

He had alreadv been presentad by the firm with 2 new bouse when he rezired
from the sea in 1938, but for him the crowning recognition was the presentaticn
of a complimentary voyage for him and his wife, to make his grand total ci 1Z¢
voyages:

NESTOR (I1D) ELUE FUNNEL
120 23.12.49 - June 1950 (as passenger! E.V.Powell Liverpool-Austraiia-rezurn

At the Reunion Dinner which was held on board NESTOR on 1st July 195Q, aiter
she had docked in Liverpool on her final voyage, Ben Dawson was the proud
claimant to be the oldest surviving officer present oi all 177 retired masters,
chief engineers and chief stewards. Captain H.S. Andrews, with whom Een haa
sailed in 1918 to New York in ELPENOR (I), was the only other officer who bad
started with the company in the 19th century. Vhen Ben became chief steward at
the age of 24, be was the youngest of that rank in the firm; when he left the
sea, he was the oldest, and when he finally retired, be must have been the sole
survivor of those men who had been to sea with Mr.Alfred Holt himself.
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