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SOCIETY NOTES

We ere delighted to weicome the new occupant of the Society's Chair, Jemes E.
Cowden, who began his three year stint at the AGM in May.

Congratulations: to our President, M.K. Stammers, who has been elected to the
Council of the Society for Neutical Resesch

In late May & number of members visited Gyrn Castle ot Llanass to have a look
at a couple of portraits of ships owned by Edward Bates a shipowner of the late
19th century. His son became director of T. & J Brocklebanks and his grandson
chairman of Cunard.

The same day a few members climbed the steep hill to Voel Nent, above Gronant,
Prestatyn, one of the signal stations which releyed messages from Anglesey to
Liverpool. What a sad sight it was a to see o perfectly stout historic snd listed
building in & decaying state; left open to vendals etc. From the dameged ceiling
over one of the rooms of the single storied building some-one rescued a compl-
ete Liverpool newspaper dsted 1875 and brought it back to be deposited in the
Records Centre.



THOUGHT PROVOKING CASUALTIES by A.N. NeClellend

THE RECENT losses of two short-ses traders with locel connections have each in
their own ways emphesised the need for both the EEC. and individual
governments to look closely at shipping policy and regulstions.

On December 9th last the Behamas-registered “Marine” clesred Liverpool for
Spein with & cergo of scrap metel. Nothing more had been heard of her.
According to the national Union of Seamen, concern hed been expressed sbout
the vessel's seaworthiness and she was to be inspected on arrivel et her port of
discherge. Her loss with all six of her crew, yet agsin called into question
present day menning and training policies for the crews of merchant ships, end
the desirebilty of allowing European owners and operators to make use of flags
of convelence. So far as the latter issue is concerned, Professor B.N. Metaxas in
"Flegs of Convenience" (Gower, 1985), pp100-102, concludes: *The espession of the
Flag of Cenvenience Fleet hes produced e net secie] disbesefit for the World cemmunity st
lorge, relher thon mergins) benefits in the form of lower freight rates .......... Ne should
senlion that in eddition to the mein eocial cost sress described sad snelysed (earlier in the
book) there ere olhers, such as (1) detrimenta]l effects to the imege of the (shippieg)
industry, contributing to the further eliesation of seafsrers f(rem their profession; (2)
higher long-run economic coets, as & result of negligence in meintenence aand repeirs; (3)
higher costs in terms of humasn cepital resources sad higher (iasureace) club calls, as o
result of grester sumbers of injuries end illnesees of crew; (4) delays in perts due to
labour-ssoegement disputes:; (5) ecesemic (rsnefers of (ireiniag cests, sesegerial eand
tochoical skills; end fiselly (6) the cost to seamen end their families .... where werkiag
conditions are substendard®. At the time of writing, no sort of formal enquiry had
be ordered into the loss of the "Mearine’

Virtuelly & brand new ship, having been delivered by the Hugo Peters yard
at Wewelsfleth, (on the Elbe 20km NW Hemburg) esrly last Summer, the “Arkiow
Victor” wes bound for the Manchester Ship Canal with a cargo of maize, when
she was espparently overwhelmed in the northern Bay of Biscay on 16th December.
Operated by a highly reputable company under the Irish fleg, her loss is to be
the subject of an official investigation by the Irish Marine Department which
will presumably look closely at the conventions governing the design end lading
of present-day merchant ships. With a large single box hold and sn extensive
trunked-up hatch, the “Arklow Victor” had a deadweight capacity of some 4,289
tonnes. She wes designed with a restricted air-drsught of 12m to enable her to
penetrate as far as possible slong Europesn waterway systems, and had s
bridge/wheelhouse which could be resised or lowered by electro-hydraulical means.

Misgivings have been increasingly expressed in professional meritime circles
in recent years sbout & number of issues in the design and operation of short-
sea tonnage. The latest ships with long, streight-lined, slab-sided hulls end large
hetches, inevitably rely on heavily sophisticated propulsion, control end
maneouvring systems for safe and efficient voyaging. The fate of the "Arkiow
Victor” may well indicete that yet more attention needs to be given to ensuring
the reliablity of back-up arrangements for use in the event of breskdown in the
prime systems, and to the integrity end securing of hatch-covers.

So far as low air drsught short-sea treders are concerned, David Tinsley has
it in “"Short-sea Bulk Trades" (Fairplay, 1984) p73, “Many operstors of the

river/sea-going types of cosster steer clear of going round Lend's End during
the winter months _.."



MONTCALM Age fifty five years by J.E. Cowden

17th Mey 1897 witnessed the lsunch from the Newcastle shipyard of Psimer's 4
Company Limited - yerd number 724 - a fine hendsome looking ship which wes
given the name “Montcelm” : derived from the French Genersl Msrquis de
Montcalm (1712-1759). At that date, one could never hsve visuslised thet
“Montcalm" would, through her life-time, cerry eight (albeit one name twice over)
names, survive a torpedo ettack end tuck e tota)l of fifty yesrs under her belt
before disposal.’ )

“Montcalm" wes ordered for the account of the Africen Steamship Compeny
(Elder Dempster, manegers) being a steel screw steamer, two decks, four masts
and single funnel. Her principel dimensions being :~ 3458 net, 5262 underdeck
5478 gross tons : 445 for x 52,05 x 27.06 with & moulded depth of 30.07. Eng-
ines end boilers were provided by the shipbuilders : being of the triple expans-
ion type, three cylinders 30", 50" and 81&" diameter by 54" stroke, which geve s
speed of 13 knots. Three double-ended boilers, eighteen corrugsted furnaces
with a grate area of 363 square feet snd a hesting surface of 12,030 squere
feet produced sn average speed of 13.34 knots on her ses trisls which tock
place on 31ist July 1897.

3rd September 1897 “Montcelm” commenced her maiden voysge from Avon-
mouth to Montreal where she remeined ‘'on station’ until 1900 : after which, she
was requisitioned end used as e troop transport during the Boer War conflict
Three years later, the Canadian Pacific Reilway Company took s tremendous step
forward in the direction of Cenedian trade and development when they sppr-
oeched and successfuly concluded an agreemeént for the purchase from Alfred
Jones for the Beaver Line fleet consisting of fourteen steamers aggregsting
95,716 gross tons (“Nootcals® forming part of the Elder Dempster - Besver Lise). On
being ecquired by the C.P.R. her neme and port of registry were retsined

1914 "Montcalm” was again requisitioned by H.M. Government end used a3 an
Expeditionsry Troop Trensport. October of the same yeer, she received her first
name chenge when she was converted by the Royal Navy to & dummy battleship to
represent H.M.S. "Audacious’ For the next twelve months she retsined her dis-
guise before being dismentied and then used as & store ship. On 29th Janusry
1916 "Montcalm” wes purchased outright by the Admiralty who then pleced her
under the menegement of the Leyland Line. Refitted as a tanker and transferred
to the Anglo Saxon Petroleum Company who re-named her "Crenells” with her
port of registry to London. Near twelve months lster (26.11.1917) now under the
contro)l of the Shipping Controller she was attacked by @ submarine off south
west Ireland but reached port safely.

Ex "Montcelm" led s charmed life, 1st August the following year she was
again ettacked, more or less in the same position; fortunately, on this occasion
the torpedo missed their terget. The Admiralty disposed of her in the 26th Nov-
ember 1919 to the Anglo Saxon Petroleum Company - still cerrying the name
“Crenella’. Within the year, however, she came under the ownership of Velefe
Steam Ship Compeny, Limited (Runcimen [London) Limited - menegers) who ret-
eined the same neme and port of registry.

Still with many yesrs ahead of her : 20th June, 1923 she hoisted the flig
of Norway when she ceme under the ownership of A/S/ Lervik Hvsifsugerselsk
(Chr. Snieleson & Company, menagers). Re-named "Roy Alfonso” registered st
Larvik and fitted out as en Whaling depot ship. Two years later still under the
“Norwegisn fleg she came under the ownership of HM. Wrengell & Company A/S,

Heugesund who reteined the seme neme but chenged her port of registry to
4 .



Hsugesund. A third Norwegisn owner came on the scene when Anglo Norse Com-
pany Limited (Hans Borge - manager ) of Storgaten 20, Tonsberg purchased her
during 1927 who gave her the name “Anglo Norse" registered at Tonsberg. It was
whilst under this owner thst a number of boiler/engine changes took place.
Single ended boilers were fitted both on the port and stsrboard side.

August 1929, another change to the British flag when the Falklend Wheling
Co. Ltd of Jersey, Channel Islends, purchased her. Re-named “Poler Chief”
registered at Jersey. To think ex “Montcalm” hed seen action in the Boer Wer :
the First World Wer and on 2nd July, 1941 she was acquired by the Ministry of
War Transport who re-named her “Empire Chief". Retaining Jersey as port of
registry under the British flag, she was placed under the management of
Christien Salvesen & Company of Edinburgh. On being de-requisitioned (3.8.1946)
she came under the ownership of the South Georgia Company, Limited (with
Christian Salvesen as menagers) taking up one of her former names - that of
"Poler Chief". Registered et Leith under the British fleg.

At the ripe old age of 55 years she was sold for demolition et Delmuir by
WH. Arnott Young & Compeny Limited.

FIIEEEEREIEEENENEEERREIKEENIEINNESEEEERENNEINEEEENSNENENEREREERRERIESENESNENERENREEEEREENERNT
From SHIPPING WORLD May 1890 selected by A.J.B.

The Dock Lebourers still Dissatisfied; The troubles -~ imaginary or other-
wise - of the dock hands do not yet seem to have come to an end, judgirng by
the events that happen from time to time. Only recently sbout 250 men employed
by Messrs J.T. Fletcher & Co., at the loading berth of the Ghent and Hamburg
steamers, Nelson dock, declined to continue working. Their demend was for en
additionsl sixpence per day, which the employers conceded in special cases; some
slight concessions were also made to the stevedores. On the Cheshire side of the
river some of the men employed by the Pacific Company's steamer “Potosi" ref-
used to act, on account of a dispute they had with the stevedore in reference to
Ssturday work. Similar squabbling hed occurred on boerd the Anchor liner "City
of Rome’, lying in the Great Float, but her owners took the coaling of that ship
into their own hends, and the men therefore expressed their willingness to do
their duty under those conditions.

Disaster to the "City of Pesris’ Capt. Watkins, of this disabled ship, has reported
that when he entered the engine-room after the breskdown, all thst could be
seen, on account of the escaping steam, was that the low pressure cylinder of
the starboard engines was gone. Owing to the severe useage of the longitudinal
bulkhead between the engine rooms had received from the falling machinery, the
whole of the two machinery compartments were filled with water to a depth of
twenty-five feet. There wes also water in two other compertments, which, however
was kept under by the hand pumps slone. On the arrivel of the s.s."Aldersgate’of
London, the "City of Paris” was taken in tow when 118 miles west of the Fastnet,
end brought into Queenstown in ssfety, when everything was done to enable the
ship to proceed to Liverpool under one set of engines. During the exemination
of the vessel in graving dock at Birkenhead, the true cause of the accident was
discovered. When the water was being gradually let out of the dock the star-
boerd propeller dropped off, showing at the same time thet the shaft had broken
close up to it. The sudden and enormous increase of velocity of the engines due
to this cause, had made them race to such and extent as to bring ebout their
destruction which, wuntil this important discovery had been made, appeared
inexplicable.
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LIVERPOOL NAUTICAL RESEARCH SOCIETY
MINUTES of the ANNUAL GENERAL MEETING
Held at Wm. Brown St. 1900 hrs Thursday 19th April 1990
19 members, as per attendance register. In the Cheir A.S. Dsvidson

1. Apologies for; ebsence: N.R.Pugh, H.M.Hignett, M.K.Stemmers, N.F.Jones

2. Minutes of the AGM 19,5 89:
These were taken es published in the BULLETIN Vol 31. No.l Spring 1989

and approved

3. Chairman's Report:
The Cheirmen, Mr. Davidson, spoke of & year of excellent lectures and
thenked Mr. Stuttard for the programme. The Christmes Party had been o
great success thanks to ell those attending. Through the offices of
Messrs Scarth and Rysn & good working relstionship had been maintained
with the Maritime Museum end especial thanks were due to the staff ot
the Maritime Records Centre for all their assistance. The out-going
Chairman stated that after three years it was his pleasure to report
thet the Council recommended that the Vice-chairman, Jas E. Cowden take
over the position. This was unanimously agreed from the floor.
Mr. Cowden then took the:chair and spoke briefly of the current healthy
state of the Society's finances and with it the intention to produce
and publish snother set of "Transesctions”. This would include the involve-
ment of the Meritime Museum through the Society's President Mr. Stammers.
It was the intention of council to form a sub-committee slong the lines
previously esccepted.

4. Hon Secretary's Report:
The detes for 1990-91 programme were outlined. These continue the practice

of holding them on the third Thursday of the month, with the January end
February meetings being at the Msaritime Museum at 12 noon. The detes
would be printed in the new membership cerds when issued.

5. Hon Tressurer's Report:
The financiel statements had already been circulated to those attending.

The Treasurer stated that the overall picture was sstisfactory with about
£1,600 on deposit. Subscriptions had shown an increase on the previous
year. The deficit on the last “Transactions" had been reduced during the
yeer by sales from £390 to £100, which was regarded as being more then
satisfactory. A joint venture with "SEA BREEZES", preparing Indexes of
shipping compenies wes slso prvoing successful ‘and had brought in £180,50
to date.

it was proposed by K. Stutterd end seconded by P.J. Tebsy, thet the Report
be accepted. This wes cerried.



6. The Election of Officers end Council:
Mr. McClelland was voted in as Vice-chairman.
Mr. AS. Davideson (retiring Chairmsn) was voted in as Council member.
The existing Council members and the Officers were unenimously returned
en bloc.

7. A.0.B.
i) A vote of thanks was proposed to the retiring Cheirmen for all his work
over the three years. Membership had increased and much business hed been
carried out quietly and effectively under his chairmanship, especislly
through his relstions with the Maritime Museum.
The vote was supported unanimously.

i) it wes suggested that es a Mr. L. Clarke, who lives on Magdelan islend
at the entrance to the St. Lawrence River and who had been researching
wrecks there, would be visiting Liverpool and would be prepared to give s
telk, should be invited to address the Society on Wednesday 4th July next
in the Educstion Room of the Maritime Museum at 12165.

The AGM closed ot 1945 hrs
P.J. Tebay
Ron. Secretary

April Meeting
"Eerly Steamships on the Mersey” by A.J. Scarth

This meeting wes held jointly with the Friends of the Maritime Museum.

The speaker drew on a number of sources mostly from eerly papers produced
by founder members of the LNRS before the War. He collated sll the available
informetion, presenting it in a new form: st the same time producing material
not then available to those early researchers. In fact the story of those early
developments was even more interesting then previously. The extract from the
journal of the owner/mester of the first steamer to enter the Mersey provided o
fescinating picture, albeit evidence, of the actual errival st Liverpool and gave
those present a true perspective on what seems to have been & casual event

The telk has been produced es a paper and will be included in e new set of
"Trensactions & Research" to be published later this year.

Local News

The exploration rig "Globemar Main Pass I" hes been working about 4 miles NW
of the Bar since early May. Said to be directed to the gas fields known to be in
the sres, it has been reported thet the field could be the lergest in the UK yet.
Underground sources sre yielding ges. People in the Formby-Crosby area are
seid to have been ringing the Coest Guard and reporting seeing fleres from the
direction of the rig.

The Mersey Ferries are to be ‘'privetised’. The editor has no comment on the
metter just now, but he would drew your attention to a complaint ageinst the
ferry owners when they were privately operated. “They say thet Rich'd Prety
Fermon of Lerpoo! takes e passage toll which is unjust and beyond due messure
for where by law he ought take a farthing, he requires a penny for the cross-
ing to the County of Cheshire” (1375AD)
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LIVERPOOL NAUTICAL RESEARCH SOCIETY
ACCOUNTS FOR THE YEAR ENDED 31st MARCH 1990

INCOME & EXPENDITURE ACCOUNT

1988/9 EXPENDITURE 1989790 1987/9 INCOME 1989/90
84.30 “THE BULLETIN®" 53.25 369.03 SUBSCRIPTIONS 423,93
—==-  SUNDRY- PRINTING 28.75 26.00 XMAS SOCIAL 30.95
66.83 POSTAGES 88.52 24.30 COFFEE/REFRESHT's 22.77
10.00 XMAS SOCIAL 22.64 863.34 SALE OF 50th Ann
1500.00 TRANSACTIONS 1988 32.08 TRANSACT IONS 273.48
----- SPEAKERS' EXPENSES --- 323.50 ADV. REVENUE =maoen
22.04 MISCELLANEOUS 35.99 = ----- MI1SCELLANEOUS* 108.50
————— BALANCE 593.70 157.40 BALANCE ===

1763.57 859.63 1763.57 859.63

# Joint venture with "Sea Breezes”
BALANCE SHEET
1988/9 1989/90 1988/9 1989/90
193.49 CURRENT A/C BALANCE 187.49 450.89 CURRENT A/C BALANCE 193.49
31/3/90 30/4/89

933.92 DEPOSIT A/C BALANCE 1570.42 819.92 DEPOSIT A/C BALANCE 933.92

3173790 30/4/89 .
14.00 DEPOSIT A/C INTEREST 36.50
----- BALANCE INCOME/EXPEND 593.70

157.40 BALANCE Exp/Inc =====-

1284 .81 1757.61 1284.81 1757.6}

Hon Treeassurer

3st Merch 1990



Extracts from THE SHIPPING WORLD August 1890

Selected by A.J. Blackler

MERSEY & DISTRICT

THE JUBILEE OF THE CUNARD COMPANY.— The Cunerd Comp.ny held
their jubjlee festivities on the 4th July, the very dey in the year 1840 when
the pioneer stesmer Britannis sterted from Liverpool for Boston on her first
run. She arrived et her destinstion on the 19th, having mede the passage in
fourteen days and eight hours. Mr. Cunard went with her es s passenger, and
upon his arrivel received s perfect ovetion from the inhsbitents. By the cont-
ract between the Admiralty end the Company, the latter undertook to provide
four steamers built to act as transports in the time of war, and to despetch one
of them on the 4th end 19th of every month from March to October end on the
4th only in each of the remaining winter months. This arrangement lasted for
seven years, and the remuneration for cerrying the mails wes fixed st £80,000
per snnum. The contract was signed by Samual Cunard, George Burns end Devid
Maclver, on behalf of the British end North Americen Royal Mail Steam Packet
Compeny, but es this magnificent title proved too inconvenient for daily use, the
simpler phrase “Cunard Line” was substituted for it. The above vessels were the
Britsnnis, Arcadis, Caledonia, end Columbia, all of which were built of timber at
Port Glasgow, and fitted with handsome side lever paddle engines by Napier of
Glesgow. As time rolled on the sailings graduslly increased in number, snd this
necessitated the construction of larger vessels by the same firms, until in 1856
the first of the iron paddle steamers Persis, and in 1862 the Scotis, were built.
The next movement on the Atlantic station as the introduction in the latter year
of the iron screw steamer Chines, and subsequently vessels of graduelly increes-
ing dimensions, until at last the s.s. Umbrie and Etrurie were reached. The most
extraordinary feature of this compeny is.the almost entire immunity from loss
they have enjoyed since 1840 up to the present time. In 1843 the Columbia was
run ashore end wrecked through the mistake of the pilot. In 1872 the Tripoli
ren ashore near the Tuskar, end in 1886 the ocean recer Oregon was run into
by some unknown vessel and sunk within fifty miles of her destination. The
sbsolutely unique part of the story of the Cunard Compsny is that during ell
these fifty years, although they have lost three Atlantic ships, they have never
lost & life or a letter. The Jubilee festivities consisted of banquet on board the
ss. Etruria to a large and distinguished assemblage consisting of the directors
and their friends, and a very numerous list of well-known shipowners, and
others connected with the executive of the firm and the general working of the
port. A somewhat similar entertainment was given on board the s.s. Scythia



THE ANDERSON PRIZE 1991

THE SOCIETY FOR NAUTICAL RESEARCH

Patron: H.R.H. The Duke of Edinburgh K.G. K.T

Readers and members will know that the Socicty for Nautical Research wa
founded in 1910 to encourage research into matters relating to seafaring and
shipbuilding in all ages and among all nations, into the language and customs
of the sea, and into other subjects of nautical interest.

To mark the Society’'s 75th Anniversary in 1985, the Anderson Prize wis
established and named in honour of the late distinguished historian and founder
member of the Society, Dr Roger Charles Anderson. The Prize will be awarded
next in 1992 for the best essay comprising original research on any aspect of
maritime history (naval, technical, commercial, economic and social) submitted
to the Honorary Secretary of the Society by 31 December 1991. The winner will
receive £500 and a medal.

Rules

1. Typewritten contributions, in English, double spaced and not exceeding 10,000
words, shall be submitted to the Hon. Secretary of the Society at the address shown
below to arrive not later than 31 December 1991. Full references and a bibliography
must be included.

2. Contributions must.not be extracts from work submitted for any other purpose.
3. Contributions must not have been published or accepted for publication elsewhere.

4. Winning contributions, and the runners-up, will be submitted to the Hon. Editor
of The Mariner’s Mirror for possible future publication in whole or in part in the
Society's Journal. Publication will be entirely at the Hon. Editor’s discretion.

5. The Judges will take into account historical content, style of presentation, and the
ability of the author to hold the attention of a reader unfamiliar with the subject in
question.

6. If at any competition no award is made, the Society may, on the recommendation
of the Anderson Prize Committee, add the amount of the award to the capita! value
of the Fund or apply it to one of the following purposes: increasing the value of 2
future prize or awarding a second prize to a deserving candidate.

7. The Judges’ decision shall be final. The winner will be notified by 30 June 1992 and
an announcement will be published in The Mariner’s Mirror.

.8. Contributors who wish their manuscripts to be returned must enclose sufficient return
postage (or international postal reply coupons) with their entries.

The Honorary Secretary, The Society for Nautical Research,
c/o National Maritime Museum, Greenwich, London SE10 9NF




A Brief History of Bidston Hill and
the Observatory

1609 The first mention of Bidston windmill in
manuscripts. This was wooden, and was destroyed
In 1791 in a gale. It was replaced with the present
mill, which ceased working in 1875.

1763 The first mention of a signal house on
Bidston hill - although Bidston had probably been
used as a lookout from pre-Roman days. A tele-
graph service was set up, to give early notice of the
arrival of ships In the port. Over 100 signalling poles
were eventually erected, extending from some dis-
tance north of the lighthousa, to beyond the wind-
mill. Most belonged to the merchants in Liverpool
and the ralsed fags could be seen from the docks,
and as far as the big houses In Everton Valley. The
advance knowladge of the arrival of thelr ships en-
abled the owners to make the necessary arrange-

mems for the swift unicading of thelr vessels when
they docked.

1771 The lirst Bidston lighthouse, an octagonal
one, was bullt. The government established a chain
of statlons, furnished with semaphore signals, from
Bldston to Holyhead, in order to ‘glve alarm upon
any intelligence of an enemy'. It took only 8 minutes
to transmit messages from Holyhead to Liverpool.
This service lasted until 1815.

1834 The Royal Navy recommended the estab-
lishment of an astronomical observatory In the port
of Liverpool. In those days the exact longitude of
Liverpool was not known, and all the ships’ chro-
nometers rated In the port must have carrled an
error with them, resulting In the loss of life and
property. Mariners also had no knowledge of
weather condltions when they left port and conse-
quently sometimes ran Into storms.

1845 Uverpool Observatorywas bullt onWaterloo
Dock. lis objectives were :-

(1) to determine the exact longkude of Liverpool.
This was achleved when the difference In longl-
tude between Greenwich and Valentla, Ireland,
was calcutated, with two intermedlate stations,
one of which was Liverpool Observatory.

(2) to give accuratetime to the port of Liverpool. This
was determined by observing the stars with the
transit telescope, and then Greerwich Mean
Time would be calculated. A signal ball was then

dropped at 1 pm.

(3) to test and rate ships' chronometers against
the stars. Accuracy was achleved by setting up
chambers with an even temperature In which to
cary out the work.

Meteorological observations
der to provide local forecasts

started In or-
for shipping.

1858 The Bidston telegraph service was super-
seded by the electric telegraph, and the lelegraph
and lighthouse service were amalgamated.

1864 it was decided to move the Observatory to
Bldston Hill, 3 miles away, and land was duly pur-
chased from Mr. Vyner.

1866 Bidston Observatory was built, faced with
sandstone excavated from the site. There was atele-
scope in each dome - the equatorial in the west
dome, used mainly for the observation of comets,
and the translt telescope In the east dome, which
was regularly used for the determination of time
from the stars. The latter telescope was given to
Liverpool Museum in 1962, and tha.former in 1969.

There was a large Instrument room — now the |-
brary - containing two warm alr chambers. Each of
these couid hold up to one hundred chronometers.
The timing emor of the chronometers was noted
dally for several months, over differing tempera-
tures. if the dally error was within a second or two
over these temperatures, the chronometer was con-
sidered safe totake to sea, and a test certificate was
Issued. Sexdants, barometers and thermometers
were tested In the basement

One o'clock was still indicated to the ciizens of
the port, but now by the One O'clock Gun. This was
shuated onthe Birkenhead side of the river, and con-
nected by land-line to the Observatory. It was fifed
from here, by the staff, by a serles of electrical ewlt-
ches. The original gun was a relic of the Crimean,
and earlier wars. The service was suspended dus-
ing the Second World War, and was resumed in
1948, using a naval Hotchldss gun. The old gunwas
put on display In the Observatory grounds, but In
1962 was given to the Liverpool Museum. it is now
at the Maritime Museum.



1ne origin. Jne O'Clock Gun

1867 Meteoralogical observations began and be-
came increasingly important for weather forecasts,
as asgronomlcal work decreased.

1872 The original lighthouse was replaced by the
existing tower.

1897 Several seismographs were set up In the
deep cellars for experiments In the new science of
Seismology.

1913 The lighthouse ceased operations, having
acted as a gulde to mariners for 142 years.

1924 Tidal predictions were first made at Bidston
Observatory.

1929 The Liverpool Observatory of the Mersey
Docks and Harbour Board and the Tidal instihute of
the University of Liverpool amalgamated becoming
the Liverpool Observatory and Tidal Institute. Two
tide predicting machines were now in use, and the
tidal work and predictions soon received worldwide
acclaim. Bldston weather forecasting ceased, al-
though observations continue to be made 1o the
present day.

1939 - 1945 Much valuable work was done dur-
ing the Second World War. The staff worked seven
days a week, from early morningtolate at night, ana-
lysing and predicting tides for the war effort. One ol
the most important tasks was the urgert prediction
of tides around the coast of Burma. Another was
the prediction of tides around the Dutch and French

coasts, and especlally for the Normandy landings.
~

During these years one of the tide predicting
machines was placed In an underground room In
the Observatory grounds, In case of a bomb attack.
Although the Observatory did not have a direct hit,
there was considerable superficlal damage and
many broken windows. Photographic facllities were
obtained, so that further coples of the predictions
could be quickly provided, in the event of loss at sea.

1961 The Liverpool Observatory and Tidal In-
stitute was renamed the University of Liverpool Tidal
Institute and Observatory.

1969 The University of Liverpoot Tidal Institute
and Observatory became a component body of the
Natural Ervironmemt Research Councll , and be-
came the Institute of Coastal Oceanography and
Tides. An expanded tidal research programme was
embarked upon, with a corresponding increase In
staff. Many alterations were made to the Observa-
tory to accomodate them, and the One O’Clock Gun
was fired for the last time on July 18th.

1970 The Institute's first “In - house” computer
was Installed, an IBM 1130.

1973 The Instkute of Oceanographic Sclences
was formed by amalgamating three previously sep-
arate NERC Institutes, the Institute of Coastal Ocea-
nography and Tides, the Natlonal Instiute of
Oceanography and the Unit of Sedimentation.

1975 The new buiding in the Observatory
grounds was completed, to accomodate the In-
crease In staff, and to house the latest computer.

1987 The Instiute became autonomous within
NERC's Marine Sclence Directorate and was re-
named the Proudman Oceanographic Laboratory.

1989 Work was organised into four projects:
Community Research Project on the Nomnth Sea;
Laboratory Research Projects on Sea Level, Ocean
Topography and Tides; Dynamics ot Shell and
Slope Seas; Technology Development and Support.

Proud O graphic Laboratory,
Bldston Obsarvalory.

BIDBSTON-~
Past and Present

Proudman
Oceanographic
Laboratory
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OPEN DAY et Bidston Observatory on 6th June was a well-worth-while event. At
Jeest 5 past LNRS Chairmen and a couple of other members attended and seen
studying the displays end instruments and covering their lack of scientific
knowledge by asking questions of historicel significance. From the mere study
of tides and longitude the Institute has changed out of recognition.

THE PROUDMAN OCEANOGRAPHIC LABORATORY
BIDSTON OBSERVATORY

Warning System for Coastal Floods

Scientists et one the UK's leading merine research laboratory are developing a
computer model of tides, storm surges and waves on the European continental
shelf, which will provide more esccurste forecasts of sea conditions around the
UK coast. Researchers at the Netural Environment Research Council's Proudmen
Lsboratory (POL), Merseyside, sre testing the 3-D model using dats from extreme
events, such as this February's storms, which ceused disastrous flooding in
Towyn, on the North Wales coast. Sea defences were destroyed after the seaside
town was battered by a combination of tides, surges and waves over 16ft high.

Predictions of tides end storm surges sre run opereationally by the Meteor-
ological Office, using POL models. Independent wave models are slso available
POL is now producing the first ‘interactive model, which will couple the effects
of tides, surges and waves.

Valauble date for the predictive computer model will be obtained by using e
new radar technique, developed in Germany, giving marine scientists en unprec-
endented opportunity to gether a wealth of dats, perticularly on wave heights
and directions. Weve measurements have traditionelly been made by deploying
buoys st sea - often a costly end time consuming exercise. The new technique
allows scientists to make use of standard ship's radar navigation equipment, to
measure snd record wave heights and directions on a personsl computer on
boerd ship. POL scientists are planning to obtain new date from the southern
North Sea sboard en NERC ship R.R.S. "Challenger’, in Januery 1991. The ‘inter-
active’ modelling project, including the data collection from “Challenger’, is
funded by the Ministry of Agriculture, Fisheries and FoodKMAFF), as part of its
coastal protection work.

Other work carried out et Bidston

Oceans yield data for World Climate Project

A new network of islend sea-level recorders in the Southern Oceen is ylelding
important data which will help to improve ocean circulations model needed for
climate predictions and determine the impact of climetic change on sea-levels.
The observations are the first in the UK's contribution to the seven-year
internetional World Ocesn Circuletion Experiment (WOCE). WOCE is e £300m proj-
ect (excluding satellites and ships), involves over 20 countries, and aims to
develop a 'snapshot’ of ocean circulation essential for accurste predictive clim-
ste models in the 21st century. Ocean currents are driven by pressure differ-
ences, which sre partly ceused by changes in ses-level. Data from the seas-level
recorders, installed by POL scientists, will help to improve our knowledge of the
Antarctic Circumpoler current, which plays a vital role in the drculnt.i_on of
hest in the World's oceans. )
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Southern Ocean sea-level date from sesbed instruments end setellites (incl-
uding GEOSAT and ERS 1) will supplement observetions from the ground-based
recorders on South Atlantic islands, including the Falklands and Ascension Ilsl-
and. The sstellite technology can be used st remote locations where it js often
difficult to place traditional oceanographic equipment.

Global] Sea-level Project

POL is the reporting centre for e worldwide sea-level monitoring project,
GLOSS (Global Sea-Level Observing System), which provides vealuable informstion,
not only for climatic change research, but elso for cosstal menagement end off-
shore engineering. Run under the suspices of the International Oceanographic
Commis-sion, GLOSS is establishing & globs]l network of 330 permanent ses-level
stat-ions, including POL's instruments in the South Atlantic. Monthly everage
ses-levels are reported to POL's Permanent Service for Mean Ses-level(PSMSL),
which already holds thousands of sea-level measurements many dating back from
the 19th century.

North Ses Community Research Project

POL is the host laboratory for a major five-year project aimed at producing
predictive computer-based water quality models of the North Sea. Scientists sre
analysing & wide range of date from a 15 months cruise programme. They are
-looking at the effects of sessonal changes, such es winter storms, spring floods
end summer sunshine, on the physical, chemical and biological processes eactive
in the sea. The £12m North Sea Project, the most comprehensive study of the
southern North Sea ever undertaken, involves around 200 scientists and support
staff from throughout the UK scientific community, es well as several Europesn
scientists. The UK observetionsl programme is complemented by Danish and Norw-
egian surveys further to the North.

UK Digita] Marine Atlas

There is a growing demand for up-to-date and more eesily accessible marine inf-
ormation to help natiors in the sensible management of the seas' resources. The
British Oceanogrephic Date Centre (BODC) et POL is prepering a state-of-the-srt
computerised ‘stlas’ of the seas around the British Isles, which will help & wide
range of users from the Government policy makers, to the fishing industry, to
formulate sound environmentel and economic policies. The atlas will be available
on personal computer, providing instant access for users. The three-yesr proj-
ect, which started last year, will incorporate a wide range of thematic maps, inc-
luding wave heights, tides, locetions of fisheries, end concentrations of diff-
erent chemicals around the British coast. The digital atles, which scientists bel-
ieve will also be e valuable educationel tool for schools, has already received
funds from NERC, the Ministry of Agriculture, Fisheries and Food, the Dept of
Agriculture end Fisheries for Scotlend, and the Nsture Conservency Council,

'~ BODC hes elso taken internationsl responsibility for developing a digital
atlas of the bathymetry of the World's oceans. This work will be cerried out on
behalf of the Intergovernmental Ocesnographic Commission and the Internstional
Hydrogrephic Orgenisstion, and will be & joint venture with NERC's Institute of
Oceenographic Sciences Deacon Laborstory and the NERC Unit for Themstic Inf-
ormation Systems.
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Ocean Technology

POL is renowned for its ability to produce first-class end innovative mearine
instruments and develop new techniques. Scientists are continually seeking more
accurate ways of messuring long-term changes in sea-level, perticulerly as conc-
ern grows about the effects of globsl warming. One of the problems with tradit-
jonal bottom pressure recorders (BPRs), which can be deployed on the sesbed for
up to a year, is that the real sea-level change is masked by instrumental drift,
usually within the first six months of deployments. A team at the Merseyside
Laboretory is developing a unique BPR which will be able to stay on the seabed
for up to five yeers, producing more stable readings and ensbling long-term
change in sea-level to be measured. Individual ‘capsules’ esch containing a yesr's
dota wil) be programmed to 'pop-up’' to the ses surfece in subsequent yesrs. The
cepsules will also be capsble of storing five years of data.

POL scientists are also using sound waves to investigete the physicel proc-
esses involved in sediment transport in coastal waters. The new technique will
give veluable information on problems such ss coastal erosion snd movement of
pollutants attached to sediments.

--000o0 - -

Resesrch Notes

After an enquiry from a non-member ‘about the Liverpool Tenker firm H.E. Moss
& Co., it was reslised that there was no fleet list extant for the compeny. John
Tebay has produced e provisional fleet list which will be printed in the Autumn
BULLETIN.

Similerly, after an enquiry by a member of the House of Lords, our hon.
Secretary has compiled a provisional fleet-list of the Dublin collier firm
Tedcastle & McCormick & Co, which was finslly teken over by B & | Shipping
Ltd just after the 1st World Wer.

NOTICE

The Friends of the Mersey Ferries have organised yet another
River and Dock trip this time on 8th September. The ]ast two
have been heavily overbooked. These interested should ring 355
2685 or 639 1435 as socn as possible.

The trip will, as is customary, include the Easthem Channel
end the Roysl Seaforth Dock.
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20th September
18th October
15th November
20th December

17th Januery

12th February

21st March

18th April

16th May

PROGRAMME 1990/91

All meetings, except Janusry, will be held
in the Museum, William Brown Street

7.00 pm

Salvage R. G. Loram
East Indie Compeny L.J. Lloyd
Bryan Blundel] H.M.Hignett
Xmas Social M.K. Stammers
Interesting Houses in Wallasey: J. Stewert Rebeccs
(vith meritime connections.)
to be held at the Msritime Museum
12 noon for 12.30.
P.S.N.C. J.E. Lingwood
Joint mesting wilth Borld Ship Soclely end

Neuticel lastitute
to be held at the Museum, Williem Brown St.
Edward Bates, shipowner . A.H. Rowsen
A.G.M. .
followed by Amsterdsm on video (J.E. Lingwood)
Recent changes in Ship Technology L.A. Holder

SIMULATED EMERGENCY ON PASSENGER SHIP

IN LIVERPOOL BAY

Exercise 29th June 1990

The Isle of Man passenger ferry "Mons's Queen” was arranged to be "in distress"
sbout 6 miles north of Hoylake. New Brighton eand Hoyleke lifeboats took part in
en execise with two helicopters from Valley Airport, Anglesey, to 'rescue" people
from the 'stricken vessel’. The helicopters seemed to be deployed from Liverpool,
the Wirral and Formby. A West Kirby site wes chosen as & temporary emergency

hospital.

The object was to test communicetions, co-ordination and co-operastion of the
Jocal authorities i.e. the Coest Guerd, R.N.L.l, Police and Ambulance Services and
hospitals. The execise lasted for about three hours from 1000hrs.

All this sbout four miles from the drilling rig working about two miles NW

of the Bar. (see slso local reports p 7 )
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Liverpool Nautical Research Society

President
M.K. Stammers

Vice-Presidents
Mrs. E.M. Summerfield N.R. Pugh

Chairmen: Jas. E. Cowden Vice-Chairmen: A.H. McClelland

Council
vacant... J.E. Li ood J.0.C. Duffy
A.S. Davidson, A.J. Scarth (ex officio)

Hoo Secretary: P.J. Tebay Hoo Tressurer: K. W. Witter
Hoo Archivist: A.H. Rowson Hon Editor: H.M. Hignett

Annual Subscriptions
Locel: £5 Country: £4  Senior Citizen: £4  Family: £7

Application forms for membership and any other correspondence to:-
Hon Secretary, L.N.R.S.
Meritime Records Centre
Merseyside Maritime Museum
Pier Head Liverpool L3 1DW

IMPORTANT NOTICE

The membership cards have an error in the venue for the
February meeting. The meeting wil] be at William Brown Street
and not the Meritime Museum.

Society Notes

The Index of "Steamers of the Past" the articles by the late John lsherwood
printed in SEA BREEZES over three or so decsdes, has recently been sold out.

The income from the sales of that "“Index" and the “"Index of Fleet Histories"
published earlier this yeer is over £200. This will assist us in fineancing yet
another issue of "A Merseyside Maritime History : Transactions & Research" which
should be available early next year.

The Xmas Socisl will be held on 20th December at Williem Brown Street. We
welcome you to this populer event and ask you to let the Sec. know if you csn
ettend, in order to plan the festive board.

David Ryan, until recently asst Archivist at the Maritime Museum and ex-
officio member of the LNRS, has now resigned to become Archivist for Pfizer Ltd
in Deal, Kent. He has taken up country membership of the LNRS end we wish him
well in his new post.

Lest year we had member Ralph Varns from Boronia near Melbourne, visiting us
This yesr member T.W. (Tom) Grogan, from Esst Keilor also near Melbourne,
delighted us by attending the September meeting. Unfortunately they were on
reletively short visits. We would have liked to have seen more of them.
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Obi tuary

Ken Stuttard

It was with more than great regret that the Officers and
Council of this Society learned, earlier this year, that our
friend, colleague and companion Ken Studdart was afflicted
with an incurable illness and that he had not long to live.
He died peacefully on Friday 5th October 1990.

Ken, & member of the LNRS for about 30 years, was a former
Chairman, and latterly, Meetings Secretary. His astounding
knowledge of the rigging of ships stemmed from his foremost
hobby, modelling. His model of the royal yacht "Mary" gained
him the highest prize in an annual national competion for the
best mode! of the year. It is on view today in the "Safe
Passage” Exhibition in the Merseyside Maritime Museum. During
September five of his models were exhibited in a museum at
Southport where he had been born and educated.

An exceptional skill and ability in model-meking gave him an
eutomatic entry into the Museum's Model-Conservation Studio
where his views and advice were frequently sought. He made
several models at the request of the Keeper of the Museum who
recognised not only his outstanding work but his painstaking
research into the features required in such models.

For three years from 1972 he was Chairman of the Society and
his unfailing geniality and unassuming manner was on view to
all. In recent years he contributed a couple of erticles to
the BULLETIN (one on the loss of the OCEAN MONARCH snd ancther oo the Seacoabe
Shipyards). In 1985 with breathtakingly new ideas, he undertook
the task of organising the meetings and arranging speakers.

Ken was a keen member of the local branch of the World Ship
Society, and a member of the Model Shipwrights' Society. He
plannned, on retirement, to make a model of H.M.S. LIVERPOOL.
His resesarch was under way, but, alas, he was not able even to
begin this work.

He will undoubtedly be remembered by his meany friends for
his radient smile, warm personality and continual wish to
assist all those in contact with him.

Our thoughts must go out to his Wife, Margeret, children and
grandchildren on this sad occasion.
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Signalling to & from Ships Bound for Liverpool
by Charles Dawson

THIS SUBJECT hes been well deelt with in its connection with marine painting
and the indentification of vessels from their signal flegs.!

Some further relevant details | have come across may be of interest.

The date of the inauguration by Liverpool Town Commisssion of the Bidston
Signel Station is given as 1763. With more than 75 tall masts with shipowners'
flags, it could be seen from the Merchants Coffee House in Dale StreetZ and
from other points of ventsge in the town. The masts were later superseded by e
semaphore and in 1827 this wes connected by a line of such telegraphs with the
lookout station at Holyhead.3

The signelling system is slso described in another source (“about ninety signsl
poles” are mentioned here) end the stetion st Liverpool which received the inf-
ormation from Bidston is illustrated (opposite) in an interesting engraving - by
R. Wallis after a painting by the Liverpool artist Samuel Austin - of Seacombe
Slip, the Liverpool terminal for the Seacombe Ferry. The larger vessel is stated
to be laden with produce from the lsle of Man.4

To the left in the background, & lofty werehouse supports the appearatus of
the telegraph, "recently established under the superintendance of Lieutenant
Watson". It is claimed that "so repid is the interchange of signals between the
signal stations from Holyhead along the Welsh coast that & message has been
conveyed to Liverpool in fifty-three seconds".4

The Town Hall is visible to the right of the picture and St. Nicholas' Church
takes pride of place in the centre. In 1759, when the French privateer Captain
Thurot threatened Liverpool, a battery mounted with 14 guns was placed in the
cemetery of the Church for the protection of the town.4

At one stage, St. Nicholes' church apparently helped es & sort of signel
stetion by spreading news to wives etc of homeward-bound ssilors: "thirty or
forty years ago these bells were rung upon the arrival of every Liverpool ship
from a foreign voyage".S

However this practice mey have been discontinued, at least for a time, after a
sad accident. (The "thirty of forty years" mentioned above?); the bells introd-
uced in 1755 endengered the stability of the tower until on one fateful Sunday,
11th February 1810, the tower gave way, killing sbout 30 people.4

(1) “Marine Art & Liverpool" by A.S. Davidson, Wolverhampton 1986

(20 "The Early Coffee Houses of Liver{:ol" Paper by A.H. Arkle, read 21st Nov.
1912, before the Historicel Society of Lancs & Cheshire

(3) "Old Wires and New Waves" by Alvin F. Harlow, NY & London, 1936

(4) LANCASHIRE ILLUSTRATED, London 1832

(5) "Redburn", by Herman Melville, 1849
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Local Notes

The exploration rig "Globemar Main Pass |" dissppeared for a time in August
end re-appeared at the end of September, this time about three miles west of
Formby Point.

Mersey Ferries. Complaints ebout the early ferries circa 1375Ap are still valid.
| understand thet the trip across the Mersey between 10am and 4pm costs es
much as £2 and tekes as long as the sailing/pulling bosts of 600 years ago !

Liverpool Docks: Another 180 or so registered dock workers have been asked
to leave the panel of dockers. Apparently the amount of general cergo passing
through the po 'rt recently, does not warrant retaining so many dockers on the
books of the Mersey Docks Company

Irish Sea ferry services have finally (?) closed down. The St Columba I was
uneconomic to retain as there are insufficient places for ro-ro traffic on
board. Apparently attempts to find another vessel have been unsuccessful as all
such vessels have been 'booked’' to assist in the Persian Gulf situation. Sugges-
tions are that the service could be maintained with a foreign flag vessel with
foreign crews. This time even the Belfast City Council were involved in the
disc ussions.

The former Isle of Man Steam Packet Co's vessel Meanxman presently on permanent
berth in the now disused Preston Docks, is to be brought round to Liverpool te
become a leisure/entertainments centre in one of the north Liverpool Docks; said
to be Waterloo Dock.
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H.E. MOSS & Co

A brief History by P.J. Tebay

EARLY in 1990 a relative of the founder of H.E. Moss & Co., shipowners of
Liverpool, wrote to the Society from Surrey to ask what details we had conc-
erning the history of the Compeny. Despite a diligent search through the usual
Sources, little could be found other then the names of ships owned or managed
by H.E. Moss & Co from 1885 until their sbsorbtion by Cunard-Brocklebank
between 1968 end 1970. However, in Chandler’'s "Liverpool Shipping - A Short
History" there is reference to H.E. Moss & Co sterting as shipbrokers in 1854

The initial Company address is given as 83, Gracechurch Street, London, to
be followed shortly after by their Liverpool office st 2, Rumford Place, and in
1906, in office in Newcastle.

Before and during the 1st World War, the H.E. Moss & Co managed e number
of vessels under ownership of their subsidiary Sefton S.S. Co. Ltd.

Known in later years as tanker operators, their first vessel built to carry
‘petroleum in bulk' was the 'Lumen’, which vessel started the practise of naming
vessels under direct H.E. Moss ownership to start with the letters "Lu ... .”

Over the years, the Company also managed many general cargo ships, with a
peak of 19 ships between 1915 & 1920. At the outbreak of the 2nd World War
they had 9 ships and by 1955 this number was reduced to 5 ships - all tenkers.

In 1965 the Compsny was acquired by Cunard S.S. Co and operated under
the neme Moss Tenkers Ltd.

FLEET LIST
Name NRT Buijlt year In Notes
off. No GRT H.E. Moss

service

Wolf 401 Flushing 1884 1885-88
87983 -—
Lumen 1554 Newcastle 1889 1889-1925 firet co vs) to carry
96305 2402 bulk petroleun
Orator 850 Newcastle 1877 1890-91 purchased from b D
78743 —-—— T.&.J. Herrisons ol 1895
Brazilian 886 Newcastle 1869 1891-92 Ex “"Brazilian® purch'd froa
62328 Claphsn S.S. Co (G.E. McCerthy)
Lucigen (DD 2183 Newcastle 1893 1894-1901/2
102107
Lucerna 2072 Newcestle 1892 1894-1918 Owned by subsidiary 1918-25
99437 Sold 1930 to Itslian breskers
Annie Maud 2036 " * 1896-97 Managed only for 12 monthe
99425 for owners S. Snape & Co.
Connaught 1691 Lairds B'hd 1860 1898 Iron peddle stesmer purchased
28722 573 City of Dublin SP Co 1097 sold

te French shipbreakers 1892
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River Mersey
96026

Lucigen ¢11)
115304
Durndale
11268134
Sefton
124048

Aral

99312
Astrakhan
99436
Lucigen ¢(I11D)
127965

Tempican
93837
Headlands
98525

Turnbridge ﬁ
98447

Tontn i (17
Reapwel]l '~
112668
Turnwel )
113970
Lucellum (1)
135487

River Clyde
121217
Lumina (1)
37535
Mantille
139192

Edith Cavell
106429

——

Freshwater
139079

Mount Etna
131284

Mount Snowden
99040

Rossid ™IS
113440
Southport
109800

Madrona
40293

1125

2929

2068

2075

2830

3438

4954

4833

2988

2874

3417

4264

5184

3913

5856

5660

3475

4238

4277

2891

4876

3588

5854

Pt Glesgow

Newcastle

Belfast

West
Hartlepool

1888

1902

1904

1900

1891

1892

1909

1889

1892

1894

1899 Purchased from J. Little & Co of
Glasgow. Sold to German owners 1899

No looger registered 1918

1902-07 Towed "Bremen® (NDL) inte
Halifex NS in 1907

1906-07

1907-08 eox Mount Ceanis

1909-29  Government ociler 1917/18

Broken up Inverkeithing
1909-28
1909-40 1940 requisitioned by Govt.

1941-46 moored to buoys as refuelling
tanker st Legoes. 1946 scuttled off Lages.
1912 In clsn Halifaz NS Consequent

destructive explosion 1917

1913-15 Torpedoed & sunk 12/3/15
of f Bishops Reck
1914-17 Bt as Bals later Ethel

Badcliffe under same owners
E.Thomas Redcliffe, Cardiff

7//{4 Tonly Sl 14r¢ So_Torpedoed & sunk 26/12/17 Med

Newcastle
Sunderland
Glasgow
Newcastle

Sundl'd

Newcastle

Dumbarton

Stockton
on Tees

Newcastle

1900
1901
1913
1915
1917
1916

1898

1903
1910
1892

42
1900

1900

1917

191416  Torp. & eunk 27/11/16 Med.

1914-15 Torp & sunk 16/6/15
St. Georges Channel
1914-36 Survived torp 12/16 laid up 8/30

Sold Rott'dam for bresk'g up 11/36

1913-17 Msnaged by HEM. Ve~ iy G:a?l-
ipoli Landing. Seca note & below
1917-35 Mined North Sea ¢/17
Leid up Tyne 5.31 Br/up Blyth '35
1917-20
1918-24 Bt for Jennison, Taylor & Co
. S'1'd. es WNagner. Purchased by
Sefton §.5. Co 1917
1918-25 - .
1918-33 " " "
1918-22 " " "
i xmea JuA«u-( ?//‘
1918-22 " 11} 1]
1918-23 Bt for W.J. Tatum Cardiff

purch. HEM 1918, Sold to Greeks 3/23
Broken up 1932
1918-20
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1918
1917
1916
1917
1918
1918
1918
1913

1925

1926

1927

1927

1927

1929

1930

1930

1938

Meline 6983 Sunderlend
142326

Mendocino 6973 "
140380

Mirita 5830 "
139137

Mirlo 6978 Sunderland
140399

Montana 6970 "
142282

Mount Berwyn 5241 Newcastle
142395

Mount Everest 5183 Glasgow
142618

Vitruvia (1) 4753 "
133138

Lumen (P 6500 Clyde
147327

Luminous (1) ex Vitruvia (see above)
Vitruvia (1) 4870 Glasgow
148906

Lunule 6363 Glasgow
149640

Luminetta 6159 Newcastle
149637

Lustrous (1) 6156

149646

Lucul lus 6546 "
161132

Luxor ( T’ 6554 "
61141

Lucerne (11) 6556 "
162323

Lucellum (11) 9425 Odense
166255

Empire Light ex “"Lumen” (1)

147237

Empire Reynolds 8128 Newcastle

165838

1942

Luminous (I1) Ex “Empire Reynolds”

Lumen (1) 10146
183783
Lucerna (I11) 11292
185440
Lustrous (11) 11301
185478

24

Middlesboro

1950

1952

1953

1918 Torp. & sunk 23/3/18
Northumb']'d cosst

1918-20
1918-20

1918-20 dﬁ{:]ﬂ‘ » ; .
1918-20

1920-25 Menaged by HE Moss
1920-23 ..

1923-56 Bt for y Gow, Herrisen & Co

1925-42 1942 taken over by MoT
Re-named Eopire Light
1925-38 Sold 6/38 to Pellas 0il &
Trading Co London es Stretford
1926-27

1927-41 194) boabed en berth Thames
(Shellhsven) 9/4 no survivers
1927-52 Sold '52 te Greek owners
re-named Lumina. 1957 sold for
br/up Hamburg
1927-40 22/2/41 Sunk by Scharnhorst
37 crow P.oc.W's.
1929-52 Sold 2/52 to Stevensen Hardy
re-nsmod Brezine 1956 sold to
Greek owners. Br/up Spezis 1959
1930-51 So1d 2/51 to Italy re-nemed
Cerolina Fassio. Br/up 1965
1930-50

1939-55 Boambed off Bardsey Is
1942, set oo fire: vsl
towed to Lpl] for repair

1942-44 Msnaged for Min/Trensport by
H.E Moss. Sunk in N Atlantic

Merch 1943. 5 survivers.

1942-46 Managed for Min/Transport

Motor vessel

1946-55 171956 sold to Cie Sicilia

di Armsmente, Palermo rensmed Poture

1950-63 Largest vel owned by HEX

1952-65
1953-64 1964 sold to Easc's esstern

Co's as Esso MecQuarie. 1974 repsmed
Esso Sirius. 1976 broken up in Kores



Lucellum (11> 12202 B'head 1958 1958-66 1969 Owners Brocklebank

187187 wanaged by H.E. Moss
Luxor CI1) 12700 Sund'l'd 1960 1960-75 Built es Heokfjel]. Launched
301336 for HEM. 1967 owners Cunerd-

Brocklebenk: mansgers H.E.Moss

3/75 sold Singapore re-n Churry Prince
Lucigen (IV) 12800 Middlesboro 1962 1963-69 1970 Owners Cunard S.S.
303864 Co Ltd see note b.

Lumen army 1971 1976 sold to Saudi Arebias

s) This vessel stil) aflocat in Malta immedistely post 20, was the subject of a vain
attempt, by s number of influeantial people, to purchese and restore her broken up 1950

b la 1970-71 ®Lustrous” (111), “Luminous® end ®Lucigen® (1V) owned by Cunerd-Brocklebank
Ltd

RESEARCH NOTES:

Hon. Sec. John Tebay has compiled e fleet list/history of H.E Moss & Co.
which, with additions and amendments by the editor, is printed in this issue of
BULLETIN

John hes now underteken to list every Mersey pilot licenced from the time of
the formation of the service in 1766 to the present dey. To date he has listed
all pilots licenced between 1784 end 1869. A copy has been placed in the Marit-
ime Records Centre.

Merseyside Records Users' Group: A couple of members attended the inaugural
meeting of this Group in the University's Dept of History on Tuesday 16th
October, which, it is hoped, will meke known the requirements of researchers in
the area. A second meeting is to be held on 27th November to formulate a
constitution. Alen Rowson, LNRS Archvist will attend.

Business Archives Council NW Branch: Maritime Records Seminer.

Members were invited et short notice to sttend the Seminar at the Meritime
Museum on Thursday 11th October. Talks by Guy Robbins, Curator of Plans &
Technical Records at the National Maritime Museum, on “The Problems of
Technical Plans" and Gordon Read on our own Maritime Records Centre should
have ben accompenied by s talk by Bryn Parry Co Archivist, Gwynedd on Marit-
ime Records. Alas Mr Parry was unable to attend due to illness. The information
issued by Guy Robbins in the course of his talk was of immense value. He expl-
eined that he had over one million ship-plans and accompanying papers; about
50/50 Admirelty /Merchant ships. Due to most of merchent shipping material
being somewhet hurriedly handed in when shipping companies in the 70's and
80's appeared to be "like insubstantial pageants, diseppesring into thin air". It
is @ huge task listing the manifold items. Indeed there seem to be difficulties in
actually devising a way to catslogue the plans and papers.
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September Meeting A Talk by R.G. Loram (member)
Salvage

The speaker stressed that the talk was a review and not a detalled technical
explanation of the subject, and, used slides to describe examples over the ages
giving some idea of the methods used for recovering cargoes and materisl from
sunken vessels. He also introduced the subject of diving in shallow and deep
waters.

The origins of the word ‘'salvage' is derived from the French ‘salvor’ - to
save. Salvage cen be divided into three forms: the salvage of vessels, the recov-
ery of cargo from wrecked and sunken vessels and the recovery of the whole
vesgsels themselves. The speaker limited himself to the two latter forms.

Salvage of cargo and the salvage of ships are fairly intertwined employing
some common techniques. Wooden shipwrecked vessels broke up somewhat quickly
and measures to to recover them had to be taken promptly before they disinteg-
rated. In the cases of the Mary Rose, Vasa and Royal George they sank in one
piece in sheltered waters, but this was rare. Attempts to reise these vessels were
by the use of “"camels" ie using two empty vessels on each side the sunken ves-
sel. The "camels” were ballasted until they could barely float, then tied to the
wreck. They were lightened and using the rise of tide raised the sunken vessel
a little so it could be moved into shallower water, and worked on there for
final salvage. In the quoted cases the vessels were in waters too deep for the
euipment available at the time and although the attempts on the Mary Rose and
Royal George seemed to be nesr to success they failed but, tantalisingly, we do
not know why.

Due to the relative freilty of wooden ships it is only when ships were made
of iron and steel that salvage came to be & fairly successful practice. This came
to fruition in end after the 1880's when large and powerful steam pumps were
available. Also around that time diving techniques with closed diving dress and
suits equipped with airpumps allowed men to spend more time under water end
undertake patching the hull and deck plating.

Diving bells hed been used for centuries but, with the the odd exception, were
mostly unsuccessful - the neccesary equipment was not available. An early use
was on the Tobermory Armada galleon a century or so after she sank, treasure
was sought but they only rais e number of cannon. HMS Thetis senk nesr Rio de
Janeiro in 1830, carrying coin, gold and specie worth £160,000. A Royal Naval
Captain had an idee for salving the cargo and with a diving bell of his own
devising he ultimately rsised material to the value of over £150,000.

After touching on other salvage work the spesker introduced sslvage operat-
ions of this century, using two spectacular examples; Laurentic lost in 1917 and
the Egypt sunk in 1922 after a collision about 25 miles southwest of Ushant.

The Laurentic was cerrying some £5 million of gold when she struck.a mine
of Malin Head, Co. Donegal and sank in 22 fathoms (40metres) of water. Our
speaker explained that the gold was to pay for veluable munitions in the USA &
Canada and the Government decided that every importance should be atteched to
recovering the precious metal. By now salvage equipment had been developed
allowing men to work in depths up to 200 ft. The Royal Navy had s compress-
ion chamber allowing men to be brought to the surface in a hurry: normally &
rush to the surface would subject the diver to appealling pain and distress or
even death.
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The team were at work within e month, discovering that the ship was lying st
and angle of over 45°. Nevertheless two weeks later they had blown & hole in the
side of the vessel in way of the strongrroom where the gold lay and brought up
4 boxes worth £8,000. But severe westher in that Winter of 1917 was no help.
Before the first gale the baggege room was at a depth of 62ft; after the gale it
wes found that the hull had collapsed and the divers were beginning to work at
a depth of 102ft. It was neccessary for them to use explosives to cut a new path
thro' a tangled mass of steel decks and bulkhesds. When the divers eventuaslly
orrived at the strong-room they found the gold was no longer there. The gold
bars had been disturbed by falling debris; they were spread over over a larger
erea, It took two months to clesr much of the debris and by the end of Septem-
ber 542 bars worth £800,000 had been brought to the surface.

Other more urgent work was undertaken during 1918 but not until 1919 were
the tesm able to return to the Laurentic Another Winter went by and after
spending a Summer cutting away the parts of the hull blocking their path, they
returned after the Winter Geles had subsided to find that parts of the accom-
modstion had collapsed into the hole they had made. In 1920 and 1921 7 bars and
43 bars had been recovered. Then in 1923 they were able to bring 895 bars up
end the following year 1255. In 1924 129 bars were recovered leaving 25 unacc-
ounted for (99% of the gold had been saved), an astonishing feat.

Another example was quoted, that of the P & O steamer Egypt, sunk in 75
fsthoms requiring the divers to wear armoured diving suits or use observation
chembers working atmospheric pressure. An Italian firm, Sorina, was awarded the
contract. Work began in 1929 after trisls of this new equipment in salving car-
go from the Washington sunk in 52 fathoms neer Genos, itely. The team found
the wreck in August 1930. The operation was similer to that of the Laurentic's
team to blast through the hull for find the strongroom. But this time the expl-
osives had to be pleced and exploded by remote control by the diver in the obs-
ervation chember. The steel thus cut away, the debris and the gold bars sall hed
to be recovered by remotely controlled grab.

The speaker also drew attention to the salvage of a couple of lerge vessels
which were returned to service, the White Ster liner Suevic (in 1907) and the
Minnehaha (in 1912) en American vessel grounded on e rock in the Scillies. The
Suevic ran aground in fog on rocks near the Lizard Light. The fore part of
the ship fast on the rocks, suffered severe damage. The passengers were saved
end the cargo salved, but the after pert of the ship with the engines was unda-
maged. The salvors made the after part watertight, cut it from the fore part
with delicately pleced explosives, and towed it away to have a new bow fitted and
the vessel returned to service. The Minnehaha also ran sground, ceusing severe
demage to the fore pert, leaving the after pert with engines intect. In this case
the salvors sealed the hull forward and pumped compressed air into the forepart
at & pressure of 111b psi, sufficient to float her and get her into a dry-dock.
Eech of these vessels were to have e couple of decades of ectivity in them.

Other methods of salveging sunken vessels were 1) to make cofferdams around
then repair the vessels in dry conditions, 2) pump compressed air into up-
turned hulls raising them until the ship's superstructure could be cut away, the
ship teken into dry-dock and prepared for refloating in a way that she could
be righted whilst afloat. These techniques were illustrated with slides shpowing
the salvage of some of the German battleships at Scapa Flow and the Italian
battleship Leonart de Vince sunk in 1917 by an internal explosion

The aim and theme of the whole talk was to put salvage in a historical pers-
pective. Unfortunately there was little time to make a comprehensive survey of
such operations.

Perhaps we may expect an article or two from the speaker to be printed in
BULLETIN. ? ?
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October Meeting A talk by L.J. Lloyd (member)
The Fast India Company

THE RICHES of the East and the bringing home thereof, brought about the for-
mation of the East India Company (EIC). A concern which was to last some two
snd a half centuries.

The speaker outlined the history of government (by the Moguls) of the Indian
sub-Continent before the EIC arrived on the scene.

The Dutch and British were the first to establish trading posts in the east
during the early years of the 17th centuries. By the end of the century there
were at least 26 European trading posts in Indie of which eight were British.
These were not established without strife. The British were to be in conflict
with the Dutch, Portuguese and French.

The first British trading post, or factories as they were to become known,
were at Surst, Bombay and Madras. Then in the 3rd querter of the 17th century
the EIC established its own navy, the Bombay Merine. But the richest province of
India was Bengel and it was important that the establish a factory there. The
Dutch werre trading to the ares by 1650 and with the Portuguese established s
pilot service on the Hooghly; & service which was not available to the British,
whoere were forced to tranship their cargoes to smell vessels for trensport up-
river. The EIC solved thet problem in 1679 by bringing in men from the Cinque
Ports with experience in pilotage. With vessels erriving directly from ses, Job
Chernock was able to found Calcutte, 22 miles up the Hooghly & town that was to
become the largest in India.

Eest India Company - growth of Trade 1605-1832

Peried Span of Tetal No Total No Total Av. Annusl Av ships Av. Working
years of ships of voysges tonnage sailings tonnage tonnege p.a.
1 1605/57 52 128 270 49,0850 5 390 2,000
11 1658/1703 45 294 646 91,000 14 10 43,000
111 1704/73 69 389 1261 193,000 18 500 90,000
IV 1778/1832 S8 423 1,962 236,000 33 670 22,000
Peried 1 Early successes were followed by several years of decline in trade until it

elmost ceased by the last few years

Peried 11 A period of growth encoursged by Cromwell's new Charter end other adventageous
changes, including trade settlements with the Dutch snd the formation of the
United Company under Willimas 111

Period 111 Trede consolidetes. The standard 499 ton ship extensively used to avoid ocarry-
ing a Chaplain. The esrly part of the period was the time of 'Marlborough
Wers' with France.

Period 1V Thie period msrked by considerable changes in petterns of trade. Trade with
Chine is developed. Large ships built, of which eighty were 1100-1300 tons
several at Bombay. The Napoleonic Wers and the American War of Independence
grestly affected the Company's trade. EJC monopoly withdrawn in 1832.
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The EIC prospered, becoming & maritime trading system in itself. The wealth
entering Britain induced the Government to ellow the Directors almost complete
independence in establishing control over the whole of India. There were four
periods of development (ses table).

However such wealth in the hends of relatively small groups of people attracts
criminal elements and according to the speaker many of the so-called respect-
sble citizens of London and even company shareholders were willing to help dis-
pose of goods stolen from the Company.

The EIC established its own shipbuilding yard at Deptford in mid-17th century
and appointed William Burrell ss navel architect end menager. He was a former
Master of Trinity House and a naval shipbuilder in his own right. Following his
advice they moved their shipbuilding yard to Blackwasll. it was the beginning of
the tredition that the El vessels were Britain's finest merchant ships. In addition
the Company built its own vessels in India, mainly et Bombay ell of the finest
teak, an excellent material for shipbuilding. (Being cily wood it could alsoc be a fire
hazard)

The EIC was a monopoly, claiming exclusive rights to trade with all British
territories, However the Americean War of Independence affected the Company's
business, and perhaps the EIC, in no smeall way, instigated that War - note the
Boston Tea Party!

By the beginning of the 19th century there were moves to end the monopoly
and the company was finslly disolved in 1832. The British Government took over
the control of the governing of India leading to the love hate affair of the
British-India Raj.

There are so meny aspects of the history of the EIC: the maritime history
throws up the links with the Dutch VOC, the Bombey Marine, the Bengal Merine,
the Blackwell vessels, the Liverpool built vessels, all of which one would want to
know more. [t is to be hoped that the speaker will return and provide a talk on
one of the maritime facets.

000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000
000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000

One of our most senior members David E. Smith died in June. He was the winner
of many photographic prizes and his photgraphic portraits of ships were, and
still are, & delight to see.

In the 1920's and 30's David would study the Journal of Commerce (remember
it?) to find when seiling vessels were expected to enter or leave the Mersey. At
the appropriate time he would board one of the ferries and take pictures of the
schooners etec bound to or from Garston and Runcorn.

When he died he left about 80 negatives of these pictures to be donated to
the LNRS. We took possession of them in September. The quality has astouned
the more experienced photographers on the Museum staff as well as those
members who have seen them.

We understand that the pictures may well be displayed in the Museum in an
exhibition now in the planning stage
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PUBLIC LECTURES

Sponsored by the Friends of the Merseyside Maritime Muscum

THURSDAY 25 OCTOBER 1990

MERSEY FERRIES - PAST, PRESENT AND FUTURE
Peter Middleton (L & R Leisure plc.)

THURSDAY 29 NOVEMBER 1990
THE ENDURING MYTH OF THE

AMERICAN CLIPPERS
Nick Dean, Maritime Historian, Writer and Photographer (Mainc, USA)

THURSDAY 31 JANUARY 1991
LIVERPOOL DOCKS - A PERSONAL VIEW

Professor Ken Martin, Architect

THURSDAY 28 FEBRUARY 1991

A NAUTICAL HISTORY OF MUSIC
William Scanlon Murphy, Writer and Broadcaster

THURSDAY 28 MARCH 1991

MARINE PAINTINGS
Tony Tibbles (Mcrseyside Maritime Museum)

THURSDAY 25 APRIL 1991
NATURAL HISTORY OF ISLANDS

Cindy Buxton, Freclance Film-maker

THURSDAY 23 MAY 1991
CHATHAM DOCKYARD

Richard Holdsworth (Chatham Historic Dockyard Trust)

The Lectures will take place in the Lecture Theatre at the
Merseyside Maritime Museum, commencing at 7.15pm
Coffee and biscuits will be available from 6 .30pm
All are welcome and admission free

Further details from Information Desk at Maritime Museum
Tel: 051-207 0001 ext 421
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Society Notees
Jenuary Meeting: Unfortunately the spesker arrenged for Jesnuery 17th cennot
give his tslk. Alan Rowson will speak on Edward Bstes, Shipowner originally
srranged for March. The speaker for March is yet to arranged.
Februsry Meeting: Please note that the nembershialfrognmle cards ere
incorrect: the venue for the Februery meeting is Williem Brown Street, 7.00 po.

THE CANON BACK-FIRES

Our former President, Canon “Bob” Evens, retired s few years eago to Penarth,
South Weales. He sttanded the Liverpool Pilots’ Associastion Hotpot recently end
adnmitted the drug of Liverpool: he had become eddicted end can no longer live
anywhere alse. Further, he wishes to take up membership with the LN Bob &
Mrs Evans heve their house up for sale snd hope to be house-hunting on Marsey-
side late Spring/esrly Summer.

EXmas meeoting

A good sttendance this yesr again took part in e stimuleting quiz errenged by
our President. The latter weas very plessed to accept, on behelf of the Museun,
Lan Lloyd's sets of plans and line plens of three ‘nobbies’ built st Arnside
between 1905 and 1917. Lan spent e considerable smount of time and effort in
taking of the lines of these craft end having the sst drewn to scale by s Neval
Archi A very plessant evening.
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Aspects of the Indian Troop Service 1866-1896

HM. Troopships MALABAR, SERAPIS, EUPHRATES, CROCODILE and JUMNA

NF., Jones

A Profile of the Service

After the Indien Mutiny of 1857 the military establishment of the Government of
British Indie was stiffened to the extent of some 73,000 Europesn troops. Rel-
feving an establishment of this size mesnt providing outward passages esch yesr
for ot least 10,000 persons and homeward passage for sbout 9,000. This placed s
heavy demand upon the existing trooping errangements which were being cerried
out by sail-powered vessels using the long Cape route.

Although some steam troop trensport was being brought out st this time such
a8 the Simoom and Temer and similer vessels, the genersl history of trooping
had been thet of & contingency affairs sometimes involving hurried end ill-
equipped charters. Perhaps the most notorious example of this was the Black Bell
transport Grest Tasmenie which arrived in the Mersey in 1860 hsving sustained
over sixty fatalities in passage from Calcutta. The subsequent enquiry sttributed
blame to the military transport suthority st Cslcutts whose embsrketion and vict-
ualling srrangements had been gravely wanting.

About 1865 the Government of British Indie was opersting six steamships
which could serve as troop transports, but these were needed for coastwise dep-
loyment in the Indian Oceen and the largest carrying capacity of these (the
Berenic® was only 375 troops. The concept of 8 quintet of lerge troop 'liners’
wes really made feasible by the development of the railways in the British Isles,
India eand Egypt. making economies of scale possible. The railway network in
Britain had advenced to the extent thst the embarkation of troops could be con-
centrated at Portsmouth and Queenstown. The Grest Indien Peninsular Railway
under construction towards Calcutts made it feesible to serve the entire subcont-
inent through the port of Bombey. In Egypt, due largely to the efforts of the
engineer Robert Stephenson, the ports of Alexandria and Suez were connected by
reilwsy via Cairo. Furthermore, improvements were in hend to provide a more
direct reail route to Suez, and although the work on de Lesseps’ Suez Cansl was
well advanced, opinion in Britain was unenthusiastic.

An Admiralty estimate of October 1864 gave a comparison of costs for trooping
round the Cape agasinst the route vie Suez. Taking into asccount sll operating
and cepitsl costs, the overland (Suez) route was costed at £15. 18s. 9d per adult
while the Cape route costs smounted to £23. 1s. 9d., a difference of £7. 3s. 0d
in favour of the overlsnd route. Another considerstion was that troops on ocean
passage were still on pay but were unavailable for deployment With the oppor-
tunity to cut time on passage from four months to one, there was a clear indic-
stion to go ahead

About this time, both the Calcutta & Burmeh SNN. Co and P. & O. were offering
to tender for the trooping service, but their representations were not success-
ful.

Troopships opersted by the Admirsity, as opposed to commercial charters, came
unde the auspices of the Director of Transport Services, Cept William R. Mends.
An experienced Indian Navy officer, Capt. C.J Cuttenden, wes sppointed Aassistant
to the Director at s salery of £ 850 per annum, taking up his duties as of 12th
Mey 1864. His remit was to represent the interests of the Indian Govt. at the
Admirsity and to sdvise on Indian trooping arrengements.
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Troopships opersted by the Admiraity were gone through and s consultstive
committee convened consisting of Mends, Mr. J. Watts - erstwhile chief Const-
ructor of the Navy - end Mr. Fairbairn as engineering advisor. Commercial
ship-builders were invited to submit designs for compearison egainst s design by
E.J. Reed, Chief Constructor of the Nevy. After due examinstion of the designs
produced by the commercial shipbuilding world, the examining committee elected
to proceed on the basis of Reed's design.

On 6th October 1864 Capt. Mends, committee member responsible for the on-
boerd internal srrengement specificetions, defended the cost of the specifice-
tion srrived st on the grounds that the ships currently assigned (such as the
newly-built Orontes, the Temer and the P&O-built MHimelsye were wholly unsuited
to the Indien troop service.

The final specification was for five vessels with a cerrying capacity of sbout
1,250 military personnel and their families. Ship’s officers and crew numbered
some 200. The Admiralty design was for an iron-hulled, barque-rigged vessel of
the following dimensions and performance:

Length of keel 326ft. 9.25ins Length b.p. 360ft.

Bresdth extreme 49ft Depth 22ft. 4ins.

Tonnage B.O.M. 4173.266 displacement 6211

Nominal h.p. 700 Service speed 8 knots minimum

Renge: 13 deys @ 14kts with full bunker capacity (1250 tons ) = 4368 n.m.

Detailed specificstions besed on Reed's design were got out and put out for
tender snd by March 1865 the work had been placed as follows and at the prices
quoted, inclusive of engines and boilers. Delivery was required complete in
every respect by 30th November 1866 for Jumna end 1st April 1867 for the
other four.

Crocodile £ 189,441, 10s. 0Od. Money, Wigram & Co. on the Thames

Serapis £ 190,914, 15s. 0Od. Themes Ironworks & Shipbuilding Co.
Euphrates £ 195,608. 12s..6d. Laird Brothers, Birkenheed

Jumna £ 195,721. 0Os. Od. Pelmer Brothers & Co. Jarrow

Mea ] aber £ 195,100. 3s. 6d. Nepier & Sons, Glasow

The engines of the two Thames-built vessels were supplied by Messrs
Humphreys & Tennent, those of the Jumns by Msudsley, sons & Fields. The
Malabar and Euphrates were boilered and engined by their builders Napier and
Leirds respectively. Engines were varying configurations of horizontsl, single-
expansion: Humphreys & Tennant engines were compound.

The armement cerried was lstterly described es “three 4-pounder gun” end
“two 20-pounder Armstrong guns on the querterdeck and s 24-pounder howitzer
on the foc'sle”. This suggests the armament might have varied from ship to ship
and et different times during the 28 years the ships were in service. The dack
plsns show e magezine on the tanktops sccessed through s hatch abeft the
foremast in the lower deck troop sccommodation. There was also e shell room
with hsnding room, locsted on the tunnel casing and accessed through a hatch ip
the deck of the steerage sccommodstion. Armament would be only token for
shipsin this employment: in time of war there would be warship escorts. As this
was the heyday of the Pax Britennica such e need never materialised

Nemes had been assigned by the Admirslty neming committee and notified to
the Secretary of State for Indie by March 1865. Except for Jumns the names
selected had all been used before for Royal Navy ships. The naming committee
did not seem greatly exercised to schieve spacific Indian connotations. Malebsr
and Jumne were on terget. The Euphrates did flow within the Indien
Government's greater sphere of influence. Serspis was much more tenuous in
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thet the name is derived from the encient Egyptien god of hesaling and geogr-
sphically ralates to the west bank of the Nile. As for Crocodile the name detes
from 1781 in the Nevy and it could be held thst a river of that neme in south-
et Africe does, after all, flow into the Indian Ocean.

Regarding the overlend trensit of troops ecross the Isthmus of Suez, the
British Government took grest care to ensure that they had agresment of the
Turkish suthorities for the troops to move between Alexendria end Suez. A
military establishment was set up to arrange the laying down of moeoring buoys,
s powerful paddle tug and four troop lighters for trensport bstween ship and
shore at each port. The troop-trains left Alexsndris st 6 pm and srrived Suez
about deybreak.

In Britain the ships were to be serviced by Portsmouth Dockyard in metters of
steffing, repeir snd meintenance stc. Victuslling was to be cerried out from the
Roys] Clarence Yard at Gosport and en Indien bedding store set up there spec-
ifically for the service. For Queenstown departures the vessels requisitioned
from the naval store depot on Haulbowline Islend The vessels tendered-in st
Queenstown snd an sccount dated 1894 tells us thet “the big steam-lsunch
Duke of Cembridge’ was in use for emberkation ex Spike island In fect, the
neccesity for vessels of any size to tender-in st Queenstown existed beyond the
end of the North Atlantic passenger services in the 1960's.

Trooping to Indis was seasonal, usually between October snd April. Historically
it was considered insdvisable to move unsessoned troops during the hot summer
months snd when the monsoon rains were impeding overlend trasnsport. Transit
of the Red See during the northern high summer wss slso considered best av-
oided, especially for homeward bound “invalids”. Pending the opening of the
Suez Canal, two of the new trensports were to operste between Portsmouth end
Alexandris end were to revert to imperial disposal during off-sesson. An “scc-
ounting” srrangement was worked out whereby the Indisn Government underwrote
seven-twelfths of the annual cost of the west-of-Suez vessels. The srrangement
was to be modified when all the five vessels started transitting the Canal; this
commenced with the 1871-72 trooping sesson.

For cosling srrangements, the ships bunkered at the terminsl ports end the
intermediate ports of Gibraltar, Melta snd Aden. Cost per ton was Portsmouth,
25s. 6d., Gibraeltar 27s. Malta 33s. 6d. Egypt 38s and Bombey 62s (1876 prices).
Because of these steep differences the Captains were under strict orders to
bunker to cepecity es far west as possible. Initially Welsh coal was burned. From
1870, ostensibly on the grounds of sconomy but in fect largely for political
ressons, the grade of coel made available was two-thirds Welsh and one third
North Country. This mixture detrected from the efficiency of working end inc-
urred much criticism at the time. In this snd other matters the Admiralty were
not held in high regard in many professional circles. The weekly journsl THE
ENGINEER was perticulerly scething in May 1867, describing the Admireslty es
“the standing negstion of the efficiency of parlismentary progress”.

At Portamouth the srrengment was to bunker overside direct from coesting
colliers. This mesnt thet quantities could be checked against a collier’'s bill of
lading, thus obviating the neccessity to weigh and tally the bunkers inboard

Prolongued service in Indie took a heavy toll on the men end es many as
2,000 Invelids would heve to be taken westbound every trooping season. The
policy was to bring them home on the lest four westbound voysges of the
season. A portion of the women's quarters were sppropristed for them and o
portable bulkhesd end 36 standing iron bedsteads shipped st Portsmouth for
furnishing this accommodastion.

The tour of duty of regiments posted to Indie wes intended to be twelve years.
A significent category of homaward psssengers were the “time-expired” men (six-
year men) whose personel time of commitment to the srmy terminsted while their
regiments were still overseas. A Fort William (Calcutta) despatch dated 6th
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August 1860 estimetes this category to be 2X of the tota) establishmant - this
meant sbout 1,400 to be shipped home each saason. it wes the prectice st the
time to concentrete these men at Deocleli, & rail junction some 100 miles up-
country from Bombey, during the off-sesson. An unfortunste consequence of this
policy wes that the troops, disarmed and away from the influence of their lste
units, became bored snd undisciplined during the long, hot weit for the trooping
sessson to start and es a result they frequently degenerated into # drunken,
fractious rabble. The syndrome became notorious in tha folklore of the ermy and
was diegnosed ss Doelali fever (in Hindustani, fever = tap). This beceme
corrupted to ‘doolali tap' in soldier-spaak. The expression escaped into comnmon
usage and is still with us, more femilisr nowadays in the sttenusted form,
‘doolally".

Regarding Mortality on Pessage, & typical return (1868-69 sesson) showed that
6 adults end 23 children died on outward passages. 12 adults end 5 children
died on the homeward pessages. Against this there were 29 births outward and
15 homewsrd.

Other problems were infectious cases, convicts, ignominy men: accommodation
was set aside for these. There were isolstion fecilities at Gibrelter, Malts, Egypt
and Aden, with querantine moorings st Bombay. On board the convicted prison-
ers, ignominy men etc were carried in cells sbeft the ‘shako’ room. The shsko
room was for the storage of the tall hesdgear of the cavelry regiments - leter
for the storage of sun helmets.

Depending on the numbers, inssnes would be carried in the prisoners' cells.

to be continued .. -

Extract from the Journsl of the Honourable Company of Master Mariners

It is beyond doubt that existing regulastions feil to prevent the ongoing routine
deily loss of vessels and life at ses and on the inland weterways of the world

During the last ten yeers 3,302 ships were lost st sea worldwide, an sverage of
ine every day. Ro-Ro Ferry losses worldwide average one @ month.

The year 1988 was the 'best' since the early 1960's elthough 230 sank and 760
people lost their lives in 52 of these sinkings)

Most of these horrific events do not warrent press and medie sttention except
to the extent that they sre routinely reported in the daily casualty columns of
the shipping press.

In the past a number of attempts have been made to provide emergency buoy-
ancy systems to overcome this historical problem. These, howaver, were never
developed to the point of relisbility and because of the slowness of operstion
failed completely to deal with capsize, which is the cause of more then 91X of
all losses.

Since previous reseerch has shown that capsize occurs in seconds, it is
essential that equipment designed to counter both ceapsize and foundering must
provise sufficient righting energy with two seconds of need being esteblished

This extract is from an srticle in which the author describes a solution to
capsizes such as thst which occurred to the MHerald of Free Enterprise a couple
of years ago. His company have developed a system of air bags elong the side
of the ferries laying on top of the protective belting which can be inflated in
2 seconds and prevent the vessel from cepsizing.

The above extract, however, is printed only to give our readers some insight
into the awful statistics produced therein.
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STEARSAIPS of the EAST INDIA CO., 1824-1864 by Charles Dawson

yhen ! discovere¢ thal my great grandfather Captain VWillias Kennedy of Greenock had delivered s.s. AVA fron
Glasgor 1o Moulse:n in Burma 1n 1862, and thatl she was probably the last ship ordered by the moribund East
India Co. (EIC), 1 decaded to take a quick look at how Britain's trade contacts with the East led up to that
eent, I found that a lot of history can be hidden in a ship's name,

12 Feb. 1583, first Englishmen in Burma, Ralph Fitch, left London for
Tripoli, together with merchant colleagues of the Levant Co., by the ship
TIGER, then via Aleppo by camel and river boat to the Far East.®' He arrived
back in London on 9 April 1591, and eventually impresses Queen Elizabeth.Z
The same year, Sir James Lancaster left in EDVARD BONAVENTURE, 300 toms, on
England's First Expedition to the E. Indies, together with PENELOPE and
NERCHABT ROYAL. Returned 1594, when a Second Expedition sailed. Lancaster,
Eeeling, Middleton, Eldred and co also impress the Queen. *

31 Dec. 1600, Royal Charter granmted for 15 years by Elizabeth to "The
Governor and Cospany of the Nerchbants of London trading into the E.Indies®;
G6rand Rogul Akbar (reigmed 1556-1605) later gave tbe EIC its first licence.

1698, the new "General Society® or English Company graoted letters patent
due to pressure from merchants from other parts of Britain.

1699, Sir Villiam Norris (1657-1702), second son of Thomas FNorris of
Speke Hall, is despatched as royal ambassador extraordinary to the court of
Yogul Emperor Aurangzed (ruled 1658-1707). Sadly, the mission failed and
Erris died of dyseniery on way home. His sword was presented to the borough
o1 Liverpool as its first sword of state, and was in use from 1702 until
1763, but destroyed by bombing during second world war. “

1708, England replaces Londop in EIC's official title, but still not
mch bhelp to Liverpool.Tbe rivalry amongst merchants at home was nothing
compared Lo thal between the nations for coptrol of the mmrkets. To help
conduct the armed struggle against - and amongst - the multifarious native
rulers and Portugel, Bollaond and France, EIC had its own navy, first called
the Bombay Marine, after the Presidency in which it was located.

17/57-64, Britain took possession of Bengal, which became the base for
British expansion in India. Calcutta became the capital of British lndia in
1772, Bombay and Madras became subordinate to the capital, and the EIC navy
was renaned the Bengal HNarine.

1813, EIC's monopoly to India repealed, but direct trade from Britain to
China remained an EIC monopoly until 1834.

Spices had started the East India trade, now teak and tea became the
desirables, so trade moved via Burma to China, causing further armed
struggle, culminating in three wars against Burma (1824-6, 1852-4 and 1885)
and two so-called Opiun Vars against China (1839-42 and 1856-60).

1824, at opening of 1st Burmese Var, "first steam vessel in India® is at
storning of Rangoon: P.S. DIANA, 130 tons burtben, top speed six Imots, nil
against the current, built of teak at Kidderpore Dockyard, Calcutta.®

Aug. 1625, left Gravesend for India: P.S. EFNTERPRIZE, 122*' x 27'9", 479
tons, with 2 Maudslay engines, 15' dia. paddles, cylinders 43° dia. =z 48°
stroke; copper boiler cast in one piece weight 32 toms, cost £7,000. Total
cost £43,000. Aimed to win prize of c. 28,000 offered to prove possibility
of steamship service to India. 7 Dec. reached Calcutta. She did well, btut
pot enough to satisfy the conditions of the prize award. Bought for 240,000
for use by the EIC, © at first in Burmese Var, later in Opium Vars.

P.S. FALCOR, 176 tons, also made the voyage to Calcutta in 1825, but her
furtber history is unknown. Quite a feat, but too small for fame?
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1829, °“steamsbip of war® HUGH LINDSAY, Captain J.B.Vilson, built of teak
at Bombay for EIC's Bombay-Suez mmil service. Considered imefficient, but
mtters improved when replaced by BERENICE and ATALANTA, built 1835, later
supplemented by: QUEEN, VICTORIA and SESOSTRIS in 1839; AUCKLAND, NEDUSA
(iron) and SENIRANIS in 1840; ACBAR in 1841; FEEROZ and RDOZUFFER in 1846
and AJDABA in 1847. Some used ob general and/or war service.”?

In its early stages, this mail route was run in conjunction with the
British Government (who ran the mail service at that time) covering the
route from Bngland to Alexandria, with overland comnection to Suez. The EIC
eventually agreed under pressure to allow private enterprise and contracted
with the Pepinsular Co. to carry mmile on this route.

22 Ray 1834, tbe EIC's monopoly to China was at last repealed, but EIC
was not yet completely beaten: it continued to play a part as a managing
agency for the British government. To celebrate the repeal, George Holt,
Alfred BHolt's father, named his new office being built in Liverpool: India
Buildings - why not China Buildings,® eince it was also in China where the
future prosperity of Blue Funnel was to lie. It was after all to China be
was to send bis pioneering steamship AGANENNON in 1865, but by then Chime
bad perforce become an integral part of the interpational economy; the first
Opium Var can be said to have started the process:

1841, Sir Edward Belcher arrived in China waters with his command
SULPHUR, direct from his surveying circummavigation, to take part in the
war. EIC steamships involved were: ARIADNE, ASSYRIAN, HNEDUSA, FENES]S,”?
JINROD, NITOCRIS, and PHLEGETHON, all Lairds-built,'® and ip addition,
ATALAFTA, QUEEN, SESOSTRIS and NADAGASCAR.'®

¢, 184}, some unysval East Indiamen were built at Blackvall, with tiny paddle wheels driven by 30 P
engines: VERNDN, OVEN GLENDOVER aux. power removed before her maiden voyage) and EARL OF HARDVICKE.'’

1852, opening of 2nd Burmese VWar. Four P.S. used were of tbe origizal
ten built for the flotillas of the EIC's Bengal Navy serving the Hoogbly
and Brahmaputra Rivers mainly for the transport and supply of troops. They
were paddle steamers 125' x 22', with a draugbt of only 2', 275 gross -
tons, powered by a single oscillating engine with two cylinders, of 60 or 90
HP, and capable of giving them a speed of 7% knots.

All were built by Maudslay & Field at Lambeth: LORD WILLIANR BEBTIBCE, 90
HP, 1832; DANDODAR and NERBUDDA, 1833, and JUNEA, 1838. LVB was steamed out
to Calcutta, but the others, after building, were dismantled at Lambeth,
shipped out and re-assembled on arrival. Nodel of LVB class steamers i the
Science Museum, London. ' LVB was Governor of Nadras 1803-7, Gov.- Genl.
of Bengal 1827-1833 and the first Governor-Gemeral of India 1833-1835.

1857, Indian Mutiny broke out - the beginning of the end for EIC -amongst
Indian soldiers in tbeir Bengal Army, and led to their chartering two Anchor
Line steamers, JOHN BELL and UNITED KINGDON, and also CAPE OF GOOD BOPE and
BALTIC of the Calcutta & Burmmh Steam Navigation Co., (which in 1862 became
B.1.S.C. and later, B.I.S.H.C) for use as troopships.'+

1858 EIC deprived of its already reduced role as mere mmnaging agency
for British government‘'s Colonial Office.

5 Sept. 1862, 5.S.AVA (pronounced ah-wah) leaves Glasgow for Burm.'®
Took her name from that of the ancient capital of Burmm. Delivered by
Captain VWilliam Kennedy from Archibald Demny, Dumbarton, to Noulmein, Burm,
for use as a tug. Denny yard No. 25. Official No. 44798, Code TVEE. Gross
topnage 278. Single deck, dimensions: 140' x 23.3' x 9.4°', with shallow
draught, rigged as a 3-masted top-sail schooner ‘4. Single screw, simle
engine, §o. 83, 6OHP, supplied by ¥m. Denny & Bros. Ltd. Dumbartom, with two
cylinders of 30" diameter x 27° stroke; speed 11 knots.'®
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The Ship’s Agreement'” for her voyage shows she bad a crew of 15,
{pcluding only one engineer, so maybe esailed much of the way. Hendersons of
clesgow, ber agents, founded 1834, now enter the fray: they wanted a better
way of using the return voyage for their eailing vessels to Bew Zealand, a
pew route they bhad started in 1856 (Albion Line, later Shaw, Savill &
Albion). So, in 1860 their eailing ship LADY DOUGLAS made the first direct
sailing from Rangoon and Noulmein with passengers, rice and teak-'®

Late 1863, Lt.Col. Arthur Phayre, Chief Commissioper of Britisb Burma,
the first with the title, decided to invite private enterprise to take over
the BIC's Irrawaddy Flotilla (IF),'™ the river service between Rangoon and
Thayetmyo, which had operated with the four above-named paddle steamers,
four flats, and the towing steamer AVA. These were put out to tender, bids
being iovited to include a five-year comtract for the carriage of mails,
stares and troops on the route. s.s. AUSTRALIAF and s.s. EYDNEY of EIC
(acquired for the Indian Nutiny) sold to B.I. '¢ EIC now owns no vessels.

1 Nay 1864, a local firm Todd, Findlay & Co had already fostered coastal
steamer services from HNoulmein and were looking for opportunities to
expand; their offer of £16200 for the IF package was accepted and the
coptract signed, but only three flats were taken up, the fourth being
scrapped as unserviceable. The EIC had officially lost its Indian Navy.

1 Jan. 1865, after Todd found that bhe had overstretched bhimself,
Henderson & co. jumped in, formed a syndicate and took over the IF and the
mail contract. Both general traffic from Eangoon to Nandalay and towing of
sailing ships on the river below Rangoon were to be included, so the new
firm was named the Irrawaddy Flotilla & Burmese Steam Navigation Co Ltd.
Thus was founded what became one of the greatest river fleets the world has
ever known, immortalized by Kipling in: ..."where the old Flotilla lay”...

1870, competition with the expanding BISEC forced IFBSEC to surrender
its service between Rangoon and Noulmein to the B.]; s.s. AVA transferred.

1872, S.S.AVA so0ld to the Govt. of India, Bursa now being an Indian
province; she continued on coastal work Rangoon-Akyab.

1873 EIC finally ceased to exist as a legal entity.

1881, S.S.AVA sold to Bernard Fischer, Rangoon, and based in Koulmein.

Broken up in the Dutch East Indies in 1890. '4
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NOTES
More Oi] Bhekes

It was mentioned in the lest (Autumsn) issue of the BULLETIN th-t ol

LOCAL NOTEB

There has been quits & hit of movement of explorstion rige along e line bstwem
Formby Point snd a site about 15 miles west in the pest few months. Thare wre
ot Jeast two drilling rigs working et one time in November. The suiemic survey
vessel Digicon Technician has slso besn active sround the entrance to the Dee
snd Burbo Bank

During December oil and gas finds have been reported in the ares.
Reseearoh Noltes

There was o meeting of a steering committtee of the Merseyside Records Users
Group on 27th November. Devid Mander, of Hackney Records Office, London,
spoke on the origins, growth and success of the London Archives Users' Forun

The Forum certainly is successful, for after en uncertain beginning, they
have gone from strength to strength end now count their finences in £1,000
rsther than £10's or even £100's. Regular mestings sre held with occasional
visits to Archives and Records Offices for a look “around the back” or to be
briefed on the lstest acquisitions or accessions

A large Membership ensures that local councillors do not lightly ignore the
views of those who use archives or records offices in their districts without
good and/or just cause

Mersey Docks & Harbour Bosrd Fleet

New member Gordon Wright is listing all vessels owned by the Mersey Docks &
Herbour Board, ite predecessors end its successors. An emexingly large task; and
not eesy, for the Board owned vessels over e period of perhaps 150 yesrs - not
many shipping companies have such en opersating record. One vessel listed was
described in Lloyds Register as a "Lump" ! ? !

Any of our members have sny ideas ?
HE. Moss & Co.

Further to the publishing of the HE Moss & Co Fleet List in the Jast issue,
eoftar a letter was published in SEA BREEZES e considerable smount of inform-
stion hes reached us from which the list has been expanded and more detail of
the compsny structure is now in our possession. The sctual list of vessals is
amazing, albeit some were wartime menagement vessels end some ware vessels
bought to send to the breskers within & short time.
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Shipbutllders ¢e éhe Ceonfedersey
Alan MeClelland

TAT AS IE MAY to concentrate on his resserch into the development of the British-
built end owned dry cargo tremp ship, the writer seems fated to uncover yet
more material on espects of Liverpool's meritime links with the Confederacy,
sone of which he originally collected over twentyfive yesrs ago! Readars may
recell references to the paddie stesmers Benshee and Colonel Lamb and to the
firm which built them in his erticles on blockede running, (EILLETIN Vel 33 Ne 9).
Recently, whilst loking for something relksted to his present resesrch, he came
across brief notes on the shipbuilders Jones, Quiggin & Co. which mey be of
interest.

Founded in 1841 by shipwright Henry Jordan, the business beceme Tucker &
Jordsn “Bostbuilders & Shipsmiths” in 1847, with premises in Beffin strest. In
1849 John Jorden took over the firm and within twelve or so months its name
wes changes, first to Jorden & Finley and then to Jordan & Gestty. In the light
of subsequent developments it is probebly significent that John Jorden soon
ochieved 8 reputation for important technologicsl innovetion. He petented the
first really successful system of composite construction for ships' hulls, in
which the strength of iron framing was combined with the flexibility of wooden
plenking. The first vessel constructed to the new patent wes the schooner
Excelsior for Booker's West Indian trade besed on Demersra. She was judged »
success and Jordan placed & model illustretive of the virtues of his system in
the Liverpool Exchange & Underwriters’ Rooms with an anncuncmant that a full-
sized vessel would cost no more then £10 a ton. He soon secured orders for e
number of composite sailing veasels including the Merion Mec/ntyre the Tubel
Cain end the Bristow

1855 saw yet snother chenge of name for the business when Josieh Jones
tock over Jordan's interest end it became Jones, Getty & Co. Jones further
enhanced the firm's reputation for innovation. He introduced steel spers for
sailing ships, followed by steel standing rigging. The iron full-rigged ship
Sesforth of 1,189 tons leunched in 1862 had lowermasts, topmasts, bowsprit,
lower & topsail yards of steel, as well ss standing rigging of the same masteriel.
R was estimated thet a saving of more than 21 tons was effected than if iron
had been used - or attempted to be used

Three ysars prior to the appesrsnce of the Sesforth William Quiggins wes
sppointed manager and dreughtsman to the yard. Commencing his caresr with an
epprenticeship st Vernon's of Liverpool, he had gone back to work st Sandi-
croft on the Dee. His energy and skill were such that in 1860 he was made a
pertner by his latest employers and the name of the firm was changed yet again
to Jones, Quiggin & Co. At the time the yard was rectanguler in plen, with a
river frontage of some 500 feet end covered eight ecres. Under the direction of
Josish Jones much thought had been given to planning ita layout so that mater-
ials end completed hull members could be moved eesily end rapidly, and for its
times it was very well equipped.

In 1862 the news thet Jones, Quiggin & Co. had eccepted a contract to build e
steel-hulled vessel crested much interest. This wes the Benshee constructed with
sn iron frame, pleted with steel supplied by the Mersey Steel & Ironworks. Alth-
ough she had many problems (ses “American Clvil Ser Dleckede Buaners” NULLETIN Vo) 39
¥e 3), she was reputed to have returned somehwere inthe region of 700X interest
on the investment in her in the eight runs she made between Nassau end the
South, and this although able seamen were paid between £350 and £60 per round
trip and the pilots up to £800! Other blockade runners followed and the firm's
organisation was so efficient that on one dey in 1865 no less than four such
steamers were lsunched. Undoubtedly the most famous of its products to see
service on the runs for which she wes intended was the peddier Colone! Lemb
but she was surpessed as a technicel achievement by the sisters Northern and
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Southern of 1,622 tons completed too late for the war. They remained on the
hands of Jones, Quiggin & Co untilthe lete 1870's when they were bought by the
Zeelend Shipping Compeny for their Flushing mail service and renamed Sted
Middelburg and Stad Viissingen.

After the Americen Civil War Messrs Jones, Quiggin converted their pert-
nership into the Liverpool Shipbuilding Company with a cepital of £300,000.
Unfortunately the new firm secured few orders ~ the most notable being the
Nationsl Liner Egypt of 187], the largest steel and iron vessel they ever
completed. By 1875 work wes restricted to repairs, and the compeny went out of
business five or so years later.

Anyone wishing to delve deeper into the efairs of Jones, Quiggin & Co
should first consuit the list of records now held at the Maritime Recorde Cantre
of the Merseyside Maritime Museum. There are s number of questions to be
answered, e.g. just how did the firm come to receive an order for so large s
National liner ? . This writer hes his suspicions !
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Further Locs] and Research Notes

Isle of Man Steamers

The IoM Steam Packet Co have announced thet they will be resuming e regular
service between Liverpool and the Isle of Man in Jenuery 1991. The sailing
frequency has not been stated: nor announced the dete.

MANXMAN

This vessel, permsnently berthed efloat in Preston Dock as o leisures
entertsinment club etc over s decade ago, was brought round to Liverpool in
November. She is being refurnished and refitted in Wsterloo Dock, also as an
entertsinment/club vessel. Looks rsther gasudy in her present colours - but at
least we have an Isle of Man vessel on view in Liverpool.

ROYAL IRIS

The Mersey ferry Royal Iris hes been withdrewn from service efter 40 years
plying the waters of the Mersey. The “Liverpool Echo” has organised s finsi
“Farewel]l” cruise in 12th Jenuary at a cost of £12.50 per person the cruise
lesting from 7.30 pm to 12.30 am. If you think thst is dear try a trip late
morning orin the afternoon on the ordinsry ferries, the fare is about £2,
although for thet you get a round trip cslling st Sescombe, Birkenhead snd
Liverpool Landing Stage !

Wreck on_Ainsdsle Beach

Abnormel tides in October 1968 uncovered the wreck of a sailing vessel on
Ainsdale Beach, Southport. It was thought to have been berque rigged a little
over 100 ft long. Member Douglas Head hes for s decade been listing ell vessels
wrecked around Liverpool Bay and the locality from sbout mid 18th century. The
list messures in thousands.

Dougles concentrated his resesrch knowledge on this vessel and is simost
certain thst the wreck is thet of the Star of Hope built st Peterhesd in 1865.
Later under Germen registry, bound for Liverpool from the Delaware in Jenuary
1883 she was wrecked off Formby in that month. The hulk was probably driven
over the sands a couple of miles to Ainsdale.
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Bryan Blundell
Shipmaster Merchant Tressurer of the Blue Coat Bchool

H.M.Hignett

He was probably ressonably well-liked as & shipmester smong his contempor-
eries and his crews and as o merchant he was highly ragerded But once esteb-
lished as the Blue Coat administrator he was possibly a person to svoid, being
resther single-minded and could have been considered in those deys es over
religious and difficult to live with.

As s shipmaster he ensured his crew was properly maintained, paid and gave
them opportunity te share in the profits of the voysge, sllowing them a berrel
of rum from the West indies to sell in Chesspeake Bay. | have an ides thst the
profit from that small venture would be incressed by buying tobscco and selling
it ot home - and possibly tax free As s religious men he took care to note the
sl of the devotions of other nations and creeds. But | suspect he was not
averse to tax evoidence on his cargoes.

He records that in one instance in 1702 when he wished to move down Chesap-
ke Bay to where a convoy was to be formed, he was obliged to give a bond of
£2,000 thet he would actually do just that and not sail without convoy. He sailed
the Lever down the Bay as agreed, but when near the entrance to the Bay it was
possible to sneak out without being seen. He did just that and stole s two weeks
march on the rest of the season’'s merchent fleet thus meking at least £600 on
thet voyage from owners cergo, wages and ship's profits from freight.

Several yeears later, homeward bound in Lever, they were ceptured by the
French snd taken inte St. Malo; the ship of course was lost Nevertheless,
Blundell reised money in France, had the crew relessed and perolled to stay in
private houses and clothed them. This st his own expense end he probably paid
for their pesssge beck from Weymouth, where they landed efter release from
France. We can understend that this man was brave, human, kind and charitable.

In the research of historical topics and people | have learned one truth: that
it is extremely rare for s person to go from rags to riches without assistance
in one form or another from one direction or snother. More likely it is that the
person involved had the backing of a relative or friend or both with finance
or influence.

Arguebly, Bryan Blundell in his time could have been the richest person in
Liverpool. He spent, however, £8,000 on his favourite charities. That, in the
1720's, would have been the equivalent of about £600,000 today. In 1752 when
eged 78 his Journal deteils £14,300 for distribution to his relstives snd
friends: he had alreedy given esch of his children £3,000.

Brysn Blundell, tressurer, administrator and chief benefactor of the Liverpool
Blue Cost Hospital School. Yet. what was his background ?

This is no rags to riches story. Brysn Blundall came from a family comfort-
ably off. He was born in en age of enlightenment: the printed word had been
svailable for 2 centuries; knowledge was essily communicated The sciences
benefitted enormously - advance mathematics brought logarithms from Napier end
calculus from Newton. Astronomers snd geographers ware able to messure the
size of the Earth and navigation over the sphere was made essier.

Most people assume that the Blundells of Liverpool were connected with aither
the Blundells of Blundelisands or the Blundells of Ince Blundell. That is not the
case. | can find no direct or indirect link to Ince or Crosby. This in spite of
the fact that his grandfether and great-grandfather seem to have been natives
of Altcar (now part of Formby). When people suggest a link with Crosby and
Ince, they ignore the fect that a William Blundel), no relation, was Town Clerk of
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Liverpool in the 1680's, was bailiff of the Corporation for s time, o native of
Prescot and a member of s well-known family of lewyers hailing from Preston
Yet there is no trece of a link to either the Blundells of Ince/Crosby/Formby.

Well, what do we know of his Brysn's origins ? Very littlee One Robert Blun-
dell of Ince Blundell, master of the vessel called "The Hope" of Altcar, todey
pert of Formby, took an apprentice mariner in 1575; we have a copy of the
indentures. Formby in the 16th century was s thriving minor port, probsbly »
haven for fishermen snd the small packets sailing between the Mersey and the
isle of Man, the Welsh ports and perhsps Irish ports. A Brysn Blundell owned or
leased Jend st Ince Blundell in 1573. About the same date, @ John Blundell of
Formby, mariner, was born. John hed s son, Brysn, who in 1626 owned the ship
called The Phoenix of Formby. In April 1633 John died, his executor wes his
son Bryen (D). The letter died six months later leaving @ son Williem who ebout
three years old: his wife Elizebeth was executrix. Brysn left a berque worth £75,
presumably the Phoenix

John Blundell b. Formby about 1580 d esrly 1633
1

Brysn Blundell () b. Formby sbout 1600 d late 1633
| (owned the Phoenix 1626 to 1633)

William Blundell b. Liverpool sbout 1630 d 1689
(m Mery Preeson)

Bryan Blundell (ID b Liverpool 1674

Williem wes & meriner and shipowner; an inventory made at his death shows
that he left an anchor, ropes snd rigging among other items. William married
Mary Preeson of Liverpool, daughter of the Thomas Preeson () who built s row
of houses on end against the walls of the Castle Until recently Preesons Row
ran south from the top of Jemes Street. Mary Preeson brought considerable
weelth to William Blundell probably in the form of e dowry. Her father died in
1685, his will showing that he owned considerable number of properties. But we
find most interest in the fact that he left to his grandchilden, Bryan (ID and
sister Elizebeth, a house each in Preesons Row. So at the age of 8 Brysn owned
8 house possibly worth £100.

The Preeson connection

Thomas Preeson (1), Bailiff of Liverpool in 1649 had several children.
Deughter Ann married Relph Peters, Recorder of Liverpool

Deughter Mary married William Blundel]l asbout 1624

Son William beceme ship master and in his will (1702) is described es mariner
William Blundell owned part of s cergo of tobacco from Virginia in the Vine
owned and commsnded by (brother-in-lew) William Preeson in 1679

William Preeson (d 1705) left, in his will, a plentation in Virginia to his son
Thomas (1D.

Bryan first went to ses in 1689 aged 12. In the civil war of thst year his
ship carried troops to Derry snd lay there for two months before the soldiers
could disemberk. On return from his first deep-ses voysge he learned that his
fether hed died. He was an orphan but lascked no financisl! support: he rose
from cebin boy to master of the Mulberry, a magnificent rise in 9 yeers. But of
course he came from & line of mariners and would not be without sdvice and
assistance and certainly knew most of the mesters and Liverpool shipowners of
the day. Naturally if he put snything into s voysge by way of cargo he would
have an immediste edvantage, snd his journsl shows that this is exactly what he
did. He hed a share in the “venture” of the voyage thereby making a profit on
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top of his weges. So when he writes thet he merried in 1696 st 21 end was
immediately made master of the ship Mulberry, it is no surprise to find that the
owner was none othar then Alderman William Preeson his Uncle, snd Meyor of
Liverpool that yeer.

Our knowledge of Bryan Blundell, saems rather sparse. In ths 1950's seversl
books on Liverpool wara written by knowladgesble men who mentioned Brysn in
pessing, dismissing him as a shipmester or the men who built the Blue Cost
School. His resl achievements had been missed No resesrch on tha man had been
carried out. Until recently details his life were taken from sccount books kapt
by him es Tressurer of the Blue Coat School, for in the back of the books ha
occasionslly wrote sutobiographical notes. So we find references to Capt Blundell
or Mr. Blundell of the Blue Coat School, but is not s lot more. However in 1955
s descendant, Msjor C.R. Blundell of Rufford Old Hall, deposited & number of
femily pespers and documents with Lancashire Record Office, Preston, among
which was the Journal of Bryan Blundell. It was in fect his ses journsl. In the
16th snd 17th centuries every young man with pretentions of becoming master
or » naval officer kept a journal: notes on or about his life at ses end navig-
stional detsils of esch voyage. Such journasls, customerily containing illustrations
and notes of outstanding geographicsl festures of esch passege etc, were written
up from a scrap log at the end of esch voysge. It was slso usual to sketch the
vessels in which the writer sailed.

Bryan purchased his book for five shillings - a large lestharbound book of
perchment-like pages, 15 inches by 11 inches. ]}t was intended as a fair copy of
a notebook to written up at the end of each voysge. It begins with navigational
details of the home ward voyage and not unlike & ship's daily logbook with
courses and distances sailed entered every 2 hours together with remerks on the
westher. Occasionally there entries relating to the sighting of ships, much as
were noted up to the ist World War (with the introduction of radio there was
little need to report sightings of other vessels)

Unfortunstely Blundell lost his note-book when the Lever was captured by the
French and this seems to heve broken his custom of entering detailed daily data
leading to the book becoming s diary-like narrative of the more noteable parts
of his seafaring life eand finally an autobiographicasl account of his activities in
public effeairs.

Each voysge, unintentionally. He introduces a different type of meritime incid-
ent, be it piracy; shipwreck; breaking of masts and rigging; splitting of sails in
a gale; stormy weather in a viciously cold and icy White Ses; the launch and fit-
ting out of a new vessel; obtsining cargoes to buy and sell; collecting; tobacco;
transporting it from shore to ship and stowing it; menaging a fleet of three
amsl] vessels, s sloop and two flats in Chesapeake Bay. All activities of a
meritime merchent/ shipmaster.

On his illustration of the Mulberry he writes in 1696 “I had £500 ready
money by me all by my own getting". That is not reslly true he had made the
money from inheritances used to best advantage. The ship was bound for Virg-
inis to bring home a cargo of tobscco. This was not a straight-foward task.

The Tobacco Trade: The trade to Msryland snd Virginie and Chesapeske Bay
wes sessonal for a number of ressons. Ships could leave Britain in December
knowing their position. The best time for their return was the month of June
for at that time there are nearly 21 hours of daylight. Another reason for
seasonal sailings was the teredo worm. The worm js to wooden ships what the
desth wetch beetle is to church roofs.

]t was not sdvissble for ships to remain in the salty waters of Chesspeske Bay
during July and August the Teredo Worm was most active and dangerous. If the
planks of the ship became infected, the worms mede the wood of the ships hul)
ke s honaycomb.
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The sessonsl nsvigstion system also dovetailed nestly with the production of
tobacco. The leaf was picked in the Autumn, dried and cured by the turn of the
year. It was then stored until sold. Vessels aimed to leave Britain in Novenber to
errive sbout January. There to buy, collect and stow the tobacco, pecked in
hogsheads of ebout 500lbs weight, unti] April or May. Then leaving the Chese-
peake before June, they would encounter the British coast st the end of Jum
early July snd so make an essy landfell. If the ship had not completed loading
before June, it was neccesssry to lay up in the fresh waters of the upper
rivers until the denger from the worm had receded in September.

The custom was to take goods required in Virginis and Meryland dispose of
them for the best price possible and st the same time set up a store by hiring
a lerge shed, letting people in the neighbourhood know that there were things
to be purchased and thst tobscco was required. In the 17th and 18th centuries
there were few towns around the Chesspeake. There were mainly large plantatioms
400 to 1,000 acres or more. The workers lived on the plantstions; they were not
sleves, but it was quite difficult for them to move from job to job.

Blundell writes of "opening a store” and lesving s responsible person such s
8 chief mate or supercargo in cherge. During the period the “store” was open,
Blundell called at the many plantstions by lend or boat, buying the tobscco in
bulk from the growers. In the case of a small grower the leaf was purchesed
unpacked. The larger grower packed the tobacco into hogsheads weighing up to
500lbs. The leaf from the smaller grower was packed by the purcheser himself.
Blundell's ships carried screws used by his men to “prize” the tobecco into the
hogsheads. When sealed a hogshead was rolled from the store or plantation to
the waterfront & couple of miles distant. They liked to do this in Winter when
the ground wes still frozen and herd. Another method of buying tobecco was st
the auction sales. Blundell visited Nanjemoy, eabout 30 miles south east of
Washington, to attend the sales. The saleroom is still there - an historical
monument.

In 1698 whilst on his second voyage in the Mulberry he arrsnged for a ship
the Lever to be built for him in Virginia, probably on the Eastern Shore of
Chesapeske Bay, likely where his friends lived and near s place called Nessaw-
addocks. Bryan visited this place often in his travels and we know that his
cousin, Thomas Preeson, is listed ss having two plantations on the Eastern
Shore, one of 1,000 acres the other at Nassawaddocks 600 acres.

In 1700 he mentions purchesing for £90 (in goods and money) a sloop called
“Phoenix” in Chesapeske Bay. It also shows in his journal that he and Thomes
Preeson owned severs! craft on the Eastern Shore which were used to ferry
cargo sround the Bay and sssist in loading the ships. In one part of his
journal he mentions being “off with Hungers” and follows immedistely by saying
that he went on shore snd “rested with my ould friends”. Hungars Church, one
of the oldest United States churches in existence, is in a township called
Nassawaddocks. The present Hungsars Church is built on an scre of land doneted
by Thomes Preeson in return for a pew marked T.P. 1751. Alen Rowson (1989)
end I (1990) have visited the church, s very lovely church snd very well
sttended too. The origina) 18th century communion chelice and plate etc remein
extant, alas held in a bank vault. Built about 1750 it is not the building thst
Brysn visited, thet was about healf s mile saway. Certainly he knew the sres well;
staying there for up to three months every yesr.

In his will Alderman William Preeson of 1705 left a plantstion in Virginie to
his son Thomas (). The Plantstion was about 600 acres in size. Thomas, Bryan's
cousin, owned another plantation of about 1000 acres about 30 miles north of
Nassseweddocks.

Pressed by his partners to take command of the Lever in 1701 Blundell was
very reluctant, but when they threatened to withdraw their financial support he
did take commend of the vessel. For severs] yesrs he ran the ship successfully.
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The normel operation wes to loed the vessel with goods or provisions: beef,
butter, sosp and cendles from Cork or Belfast for the Chesspeske. But in 1708 a
crisis there left the locels without cash to pay for the goods. He travelled to
Philadelphias and worked out @ scheme whereby he had s vessel built there, the
shipbuilder/carpenter erranging sn exchenge with those who hsd taken the

goods.

On the homeward passage, in 1708, the Lever was taken by the French and
Blundell together with his crew was held on perole at St. Malo. A couple of
nonths lster they were relessed; Bryan (and presumably his crew) sailing in »
small vessel (the Journal gives the tonnage as 80" with 500 others to Weymouth.
The journey from Weymouth to Liverpool took four days.

There was a ship, Clieveland waiting on the stocks. So Bryan travelled
pessenger to Phildelphia on the Endesvour, in which he had a shere (and which
was commanded by enother cousin, Edwerd Terleton). He was accompenied by most
of his crew including the carpenter

The sloop Phoenix two weeks earlier had been despstched with the rigging for
the new ship, but arrived only a couple of days before the Endesvour. Blundell
had then to set about getting the ship rigged He writes thst he instructed the
cerpenter to make @ couple of masts while he himself went by land to Chesspeake
Bay to purchese tobecco in Maryland to load the new ship (nemed Clieveland
ofter his friend who was also to be a partner in the ship). At the same time the
Phoenix was sent round the coast to collect the tobacco and be ready for the
Clieveland’s srrivel in the Chesspeske

On being lsunched, the ship “strucked the ground hard”, but sppesred to come
to no harm. They found and stopped s couple of leaks and a week or so lster
the Clieveland was in Chesapeake Bay, there to cereen and survey the hull as it
seitied in the water. Wooden vessels tend to move and often required further
caulking.

As she was being laid on her side, the crew, not ss vigilant as they ought to
be, sllowed her to slip and list too fer: the ship filled and lay on her side
There is & grephic sccount of this incident. It took a couple of weeks to right
the vessel, during which they noticed seversl parts of the hull badly caulked
end were eble to render the hull more seaworthy.

On passage home cousin Thomas Preeson travelled passenger. The ship enc-
ountered severe gales snd the crew were pumping very hard for seversl days.
Bryan noted thet it hed been a blessing in disguise that the careening went
wrong end they were able to make the hull ressonably sound. The situstion was
80 bad that Thomes Preeson wes all for throwing s considerable amount of cargo
overboard. Blundel]l refused snd they made Liverpool in safety. The ship was
then dry-docked and ell the trenails renewed and the hull re-ceulked end coated
with pitch.

From this time on the Clieveland sailed exclusively to West Indies interspersed
with short voyages to Russis. There were four voysges to Barbados and three to
Archangel. Although the business he carried out in Chesspeake Bay is interest-
ing the Clievelands voyages are much livelier and full of action with two
encounters with a pirate vessel off Berbedos in each of two successive voyages.

The Clieveland was chartered by Josish Gertside of Rochdale to carry three
cergoes to Archangel. The Russien voyages provide quite lively resding. On his
first visit to Archangel there wes a fire which destroyed healf of the town. In
fact Bryan was sleeping ashore in the Gartside's house/factory end writes that
the factory and surrounding building were of stone and therefore avoided dest-
ruction. They were battered by snow storms in the White Sea. Once they lost o
couple of mests and were forced to throw two heavy guns overboard

In 1714 Blundell geve up going to ses. A yesr later when a friend, William
Clayton (slso a distent relative) died. Bryan took over his business. Clayton was
known es the “Old Ter Barrel” being the main importer of tar in the town. The
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business was taken over by Blundell for the next 30 years. In fect between 1715
and 1752 Blundell imported over 100,000 barrels of tar. All from North America
Blundell claims that in the 300 or so voyages of those ships, only one cargo
wes lost. Not & bad record; he freighted or chartered most of the ships and
must have chosen well.

Blundell had been elected a Corresponding (country) Member of the Society for
the Promotion of Christisn Knowledge on 1703. It was from this body that the
geners] idea for building Blue Cost Hospital Schools wes derived. One was begun
in Chester in 1706. Although Liverpool's provision of care for the poor end
orphans of the town was alresdy superior to most other similer pleces in
Britain, it wes decided that Liverpool needed a school too. He was et home in
1709 when the citizens of L'pool were called to a meeting to found e school for
orphans and poor children. He took a grest interest in the venture end on giv-
ing up the ses in 1714 he offered to devote his spare energies in administ-
ration of the Blue Cost School. In return he demanded thst he be free from the
obligstion to take up public office - ie that of beiliff or even Mayor. This was
agreed.

So Blundell was made Treasurer of the School and, literally, edministrator e
well ss Treasurer, going about raising finance and was so impatient that he
finsnced more than half of the £4,000 it cost to build the Blue Cost School as
one sees it today.

In 1721, he was prevailed upon to become Mayor of Liverpool. he was elect
councillior in Mey of that yesr and in October elected Mayor taking up the
office with his customary energy. As e religious man he looked on with distaste
st the new rich of the town, boozing., gambling end houses of ill-repute were
springing up. He sppointed six constables and had them clean the town up,
ensuring that the drinking houses closed early eand were not open at ‘unseenly
hours'. A ducking stool was made end stocks erected and a cage for prisoners
in which they were hoisted above ground level for all to see and presumebly
receive donstions of rotten vegetation !

He was, as Mayor, the town's megistrate and did not hesitate to use this
suthority and the punishment devices. Some of the loose women end drinking
houses moved across the water to the Wirral to avoid persecution. Blundell also
fined people such as butchers who went across the water on Sundays ostensibly
to buy mest - apparently, in his eyes, to enjoy themselves. | think, at the end of
his term as Mayor, most people were glad to be rid of Alderman Blundell. His
constabulary was quietly disbended. Liverpool was livelier town.

Bryen retired from public office to devote his time to business and the Blue
Cost School. His mansgement of this was extremely efficient. The children doing
light work pert of the time helped pay some of the costs of running the Schoel.
The reduction in those costs led the SPCK to investigate the Liverpool Blue
Cost affairs: apparently there were suspicions of slave lsbour. Of course the
School's account books showed how well the children were educated and pleced in
suitable work when their schooling was ended. It is said thet Bryan Blundell sent
pupils out as slaves - indentured servants and that his ships wers menned by
immeture children from the Blue Cost School, in fact very few of the boys went
to sea and those that did became shipmasters and merchants.

Bryan Blundell's lasting monument in the town is the Blue Cost School. But
also St. Nicholas' Church on the waterfront; he was christened there, married

there send buried there.
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Built by W.H. Potter of Liverpool in 1884 the sailing vessel Pegasus of the
Flying Horse Line was wrecked in the Baltic late last century. Her figurehead
and an anchor are on permanent display in the Maritime Museum, Stockholm

Photos courtesy of Charles Dawson.



St. Heliers. Steel tug, b. Port Glasgow 1919 for RN
245) 135" 4" x 29' x 13'6", 458 grt. Triple expansion engines by builders.

Sold 1921 to Huasca Petroleum Co. Los Angeles Cal. Sold 1930 to Cenadian C.G.
and re-built to 190" 3" x 29' §* x 16' 4"; 930 grt to lighthouse tender in Gt.
Lakes. 1960 sold to Port Lambton, Ont.

owner. Sold Panema flag converted to
freighter rn Tropic Sea Believed still in service 1988,

by Fergusons (Hull no
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Society Notes

The April meeting is also the Society’'s AGM. The Chairman and Council ask you to
make a special effort to attend. Any comments and ideas you may have will be
appreciated and give an indication as to how the members feel the LNRS should
proceed in the future. What topics/speakers would you like to see ? What would
you like to see in our BULLETINS ?

A DAY OUT

A visit has been srranged for June when a party of up to 25 will be shown
round Ford's Halewood Factory. Places are available see the notice page &

TRANSACTIONS

The publication of a further set of Transactions and articies has been delayed
to sllow time to obtein edvertising material which, it is hoped, will save most
of the expense of printing. The Society’s funds could well be increased from a

profit - almost unkown over the half century in which our publicetions have
been produced.
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The Port of Frodsham & the Weaver Navigation
by William R. Hewkin

A FIXED BRIDGE at the seaward end of & river produces an “Estuary Port” and
the Port of Frodsham owed its esteblishment to the presence of the bridge
carrying the Chester Road over the River Weaver. The low srches prevented the
passsge upstream of sea-going vessels, and cergoes had to be unloaded into
flats or barges which sailed upstream from below the bridge or which were
capsble of passing under it.

According to Dodgson’s “Place Nemes in Cheshire”, in 1283 there was & piece
of land in Frodsham called “Schiplendinggis” -~ the ship landings. It must have
been beside the Weaver, and may well have: been the reason for the neme “Ship
Street”. Certainly there is & record that in 1280 Irish merchents were importing
grain into Frodsham end ship tolls for that year were no less then £10. It is
interesting to compsre that figure with Domesday, which valued the whole of
Frodsham st £4 & couple of centuries eerlier. In 1696 the “Mary” of Laghall
near Dumfries called ot Liverpool and took sboard e pilot for Frodsham who
cherged 10sh 6d

As well es waterborne traffic, the Chester Road also brought trade to the
port. Warehouses for salt and cheese were built, a corn mill specialising in the
production of ostmeal was erected by the Aston femily and a sait works came
into being to process the rock salt from central Cheshire. In fect the carriage
of salt was aslways the most important function of the Weaver Navigation, it was
for this reason that it was originally created. There is good reason for believ-
ing thet selt was produced in mid-Cheshire in Roman times, but the present salt
industry dates from 1670 when a miner, digging for coal, found rock selt in the
srea between Northwich and Great Budworth. The Ashton mine, near Merbury,
worked for many years until one dark night it collapsed entombing the miners
end leaving nothing but & sheet of water now celled Ashton Mere.

By then other mines had been established, output incressed so that by 1710
over 5,000 tons per ennum was being produced. Supplies of wood for firing the
salt pans were becoming scerce and cos! was needed, but the cost of transport
from the cosl pits of Stafford and Lencashire was not economic. Pack horses
could carry 200lbs e berge holding 100 tons could be towed easily by the same
horse. Between 1711 and 1720 petitions to make the Weaver navigable to North-
wich were presented to Parliament. Ultimetely the Weaver weas made navigable
from Frodsham bridge to Winsford by 1732 and a Customs Officer was appointed
to levy the standard salt tax. After a new Act in 1760 treffic incressed to
77,000 tons per ennum of -which 70X was salt: ten years later totel traffic on
the Weaver wes over 118,000 tons - sait 70X coal 24X.

79% of the cargoes cerried downstream were of sslt. Cargoes going upstream
were coal, paving stones, limestone, flintstone, chine clay for the Potteries
(from Cornwall), timber end “Merchants goods”. The Weaver carried 19,000 tons
in the first yesr. A decade later this figure was 31,483 tons; the greatest
increase being in respect of “crated ware” from the Potteries.

In 1756 & consignment of 2,750 bushells of white salt belonging to lssac Wood
of Winsford wes carried down to Frodshem Bridge in three flats, “Blakeney”,
“Duke of Cumberland” snd “True Blue”, where it was transhipped to & sea-going
vessel the “Margarette” of London, master Williem Hendley. Unfortunately she was
seized by & French privateer off the Isle of Wight.

At this time a small ship-building yard was building vessels on the northeast
side of the river just beyond the line where the railway viaduct now runs. The
esrliest record of & Frodsham-built vessel is the “Armitage”, a 40-tons sloop
buiit in 1728: however it would not have been the first vessel to be built at
Frodsham. Between 1728 and 1865 et least 60 craft of all sizes were built et
Frodsham, the majority by William Heayes, most of them flats 60 to 80 tons disp-
lacement; but two 100-ton ships were constructed, the galliot “Kent” in 1816 a3_d7



the schooner “Meary Bollind” in 1858. The letter was lost two years leter off th
Norfolk coast. In fect, st this period, much coastal maritime trade wes cerried s
similar vessels, and as lighthouses and buoy-marked chennels’ were few, cosstuis
navigation could be a hazardous enterprize with the added danger of privsteers

As lete as 1865 no less then 2,607 British seamen died in one year. An ot
ounding number of vessels were lost, mostly seiling craft. In common with cthe
ports the following Frodsham vessels were lost:-

“Navigator” “True Love" in the Irish Ses 1710
“Dolphin” in 1783 “Friends” off the Welsh coast 1806
“Mary” in 1807 “Pattice” off the Welsh coast

“John" off Point of Ayr “Amity” off Redlend Bar (with ell hands)
“Runcorn” (56 tons) “Sly" (with all hends)

“John & Nency” (50 tons) “Lydia” senk near Mostyn in 1898

And the list is not exhaustive. The “Ann”, built at Frodsham by Isesc White in
1799 was wrecked off St. Tudwald's Island near Abersoch in October 18358. At the
height of his ordea! the master cried out for divine assistance and the story is
remembered still in & folk song which is sung in Welsh schools to this day.

There was a regular communicstion by boat with Liverpool in the 18th cenl-
ury. On 3rd Mey 1793 the Frodsham Merket Boat - the “William Kitchen" ws
“overset in a gale off Stanlow and 17 persons perished”.

Generations of the Abram femily lived st Frodsham Bridge and were much
concerned in the Weaver trade; two of their ships “Hannah” 195 tons, mestr
Jemes Good, and "Hughes” 241 tons, master James Bell werre base at Liverpol
and occupied in the slave trades from Angols and Gold Coast to the West [ndies.
The larger ship could carry up to 275 slaves. Other local owners were Willin
Crosby and Jemes Gregson of Frodsham and Henry Clere of Bellemonte who ey
have had interests in slaving.

In the late 18th century there were numerous compleints about flats being
delayed due to tides. In 1775 it wes suggested thet a lock should be built on
Sutton Mersh to maintain water levels upstream towards Northwich. Work begm
on e weir to hold back the water with & new cut across a bend in the river b
by-pass the weir but also affecting the flow of water to Frodsheam Mill. The lock
was known as “Boden’s Lock” efter the family who looked after it and lived in
“Frodsham's Locks House” for over a century. A further improvement was b
make s towpath suitable for the use of horses to tow the flats between Frodshss
and Acton Bridges. In those days it was more common to use men celled "bor
hauliers”. Despite the horses it seems thst men mey still have towed the vessels
up-stream for there is a small brick building beside the Sutton Weaver Swing
Bridge on the NE side of the Weaver Canal listed as a "“19th century boatmen's
shelter” which mey well have sheltered “bow hauliers” between jobs.

Following an Act of 1807 the Weaver Cenal extended the Weaver Navigation
from sbove Frodsham Weir to the deep water at Weston Point. With swing bri¢-
ges ot Sutton Weaver and Clifton, it enabled flets to sail direct to Liverpx!
with their cargoes of salt and return with coel from the South Lancashire coal
pits of St. Helens on the Sankey Canal and completely by-passing the Port of
Frodsham. This drasticelly reduced the number of vessels using Frodshem ent
was the start of its long slow decline. Of course there still remained the traffic
to end from the warehouses, the mills and the salt and chemical works which hs
grown up on the western side of the lower Weaver. Although Ormerod in 1818
described the port area as “crowded with vessels which unloaded there" graduslly
the port declined as did the economic viability of the various enterprises. They
closed one by one and the port fell almost into disuse.

An advertisement sppesred in the WARRINGTON GUARDIAN in 1860 by Edwerd Jones
then owner of the shipyard st Frodsham, offering for sale osk trees, ash ond
deal planks, steam tank and boiler, lathes, drilling machines, a crane and the
smithy bellows due to "declining ship-building”. The last vessel built and lsur
ched in 1862. at Frodsham, was the flat “Fanny” 40 tons displscement. Repairs to
vessels however may have continued for & time. To add to the port's difficulties
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the navigaeble channel along the southern Mersey shore migreted northwards in
the 1870's end 80’'s making problems for vessels seeking to enter the mouth of
the Weaver. A lighthouse built at Weston Point docks essisted vessels to enter
the Weaver Canel but provided no guidance for the River.

During the 19th century there was fall in the consumption of ostmesl, upon
which the mills at Frodsham Bridge had always depended, and they went through
8 difficult phase until they was purchesed by Thomes Rigby, who installed
"modern roller” equipment instead of the “primitive and now nearly obsolete
process of grinding by means of stones”. In 1885 having taken his son Arthur
into partnership, & large modern stesm engine was installed to drive the new
plent. They did not, however, abandon the free power availsble from the river
Weaver and fitted a large “Hercules” turbine nearly 5' in diameter to make the
most efficlient use of the water power available. electric lighting was installed -
8 novel departure in those days and they even, it 1s ssid, “connected the mills
to the National Telephone System.” Thus they were in good shape to meet the
challenge of the 20th century. Wheat arrived by barges alongside the mill, where
it wes discherged by mesns of a mechanical elevator capable of lifting 60 tons
per hour. The flour produced was st first distributed by means of carts pulled
by “teams of splendid horses”, then later by “Sentinel” steem wagons.

Operations continued until after the 2nd World Wer. The building wes then
used intermittently for storage purposes, but lacking proper meintenance beceme
dengerous. Part of the main building collepsed into the river during high winds
in the lste 1970's and the remeinder was demolished.

The salt works near Sevenhouses (sdjoining the present Selt Works Farm) hed
developed into the WEAVER CHEMICAL WORKS owned by Messrs Heywood & Massie by the
end of the 19th century. They described themselves as ‘Manufacturers of Boiled
Boes & Special Manures for all Crops, Horse, Cattle & Poultry Spice, Calf Meal
&¢, but they did not survive long in the more competitive 20th century.
Perhsps their demise was partly due to competition from upstreem where s fact-
ory specialising in the production of ertificiel menures of fertilizers. Their
demise wes mostly due to a factory specialising in the production of “srtificisl
manures or fertilisers” established, further upstream, in 1851 by A.J. Ashworth.
The use of large quantities of superphosphates was neccessry for the process,
imported by ship direct to Ashworth's Quay et Frodsham Bridge. Steamed bones
were snother ingredient - no less than 20 tons per week were used at one time.
They had e healthy trade by ship with the Channel Islands and proudly clsimed
thst they were “the first to send a vessel loaded with manure down the Manch-
ester Ship Cenal!” The fact remeins they too stayed in business employing local
lebour until well in to the 2nd half of the 20th century, but eventuelly closed
down end the site is now derelict.

That, it seemed, was the end of the Port. But in the late 1970's Liverpool bus-
inessmen, W.L. Crampton, took over the old mill site for warehousing end light
industry end had the River Weaver chennel dredged between the Mill and the
Ship Canal. Today one can see larger motorised barges delivering grain to a
newly fitted mill. ’

On often hears the saying “history repeats itself”. but if we go back to 1773,
two earlier Liverpool businessmen - Wiiliam Crosby and John Urmson = leased
the “building or warehouse called the Old Cheese Warehouse” on the west bank
of the River Weaver at Frodsham Bridge from the Marquess of Cholmondeley and
the area experienced a century of commerciel activity. Now 200 years or so later
a similar thing hes happened. Is it a real resurrection of the ancient Port of
Frodsham or merely a final twitch from an slreedy deceased corpse ?

Only time - and history - will tell !
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This is a copy of a hendwritten statement, made in 1764, of e report toth
Liverpoo]l Corporation in preparation for the establishment of a Committee
to teke control of the administration of e Liverpool Pilotage Service.
Original spelling, punctustion snd grammar have been retsined.

Teken from the Letterbook of the Liverpool Pilotage Committee deted 1766
(LNRS Box No 8, Maritime Records Centre)

A Report of Mr. Murdock M. Kinsey, Admiralty
Surveyor to the Corporation of Liverpool 1761

Parkgate Oc:r 5:th 176
Gentlemen,

In snswer to yours wherein you disire my opinion of the Fish
yards near Liverpool, | did the more resdily comply with your Request
because as soon as my business led me to inspect the Chennels in the Rive
Mersey | thought thst Subject deserved particular attention; and all such
works constantly carried down to the Low waters Edge must prove prejudicii
to the Navigation of Rivers by Stopping & Collecting into one Mass the S
Weeds Mud or Gravel which the stream would otherwise carry along with ité
thereby contracting or changeing the channels; this as one who has had an
opportunity of observing the Sea Cosst will be convinced of, for at the tnf
of Every Sharp Point of Land or wall built into the Sea there is alwsys:
bank or shallow form'd which removes the Low water mark further from the
Land, & if upon this the wall is further extended a new mass of matter will
be collected round it & the waters edge Again extended & So on as long os
the Stream or Waves can be resisted
With respect to the Fish yards near Liverpool there are two places where }
these are erected which have fallen more particulerly under my observatiocn ‘
snd of these only | shall teke notice here

The first is a range of baskets & interwoven stakes carried on from Knots
Hole a mile or two Southward which | imsgine often proves an obstructiono
inconveniency to the vessels that go & Come from Manchester or Werrington
to Liverpool.

For the Stresm of flood which Serves them up the river, setting from th
Sloyn on Knots Hole point, must when the wind is faint or unfavourable.
carry the Flats & Lighters on that point & near the coast Southward of it;
where being entsngled with the Stakes & Baskets in a rapid stream it will
be difficult on some occasions to avoid being over Set by them, also in
coming down vessels are often oblig’'d to keep close to the side where the
Fish yards are to avoid being carried by the Stream of Ebb over the Sloyn
Side by which they sre often in dangers & as | hsve been informed have sox
times suffered considerable damage

The next place | have observed Fish yards erected which seems to have
prejudiced the navigation of the River Mersey, is at the Rock point, where
they are carried out to the very middle of that channel, & in my Humble
opinion Seem to be the principal cause of its being So much shallower now
than it was 30 or 40 yesrs agoe. Old pilots remember when the deepest of
that Chenne!/ was within 200 yards of the Shore,
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Twenty six years ago when Fearon & Eyes Survey’'d the River the Channels &
Fish yards were above 100 yards farther from the Land; & at that time with
the lowest Spring tides there was 4 foot water in it, Some years ago the
Fish yards were carried further out and the Channel fill'd up so as to
become dry with Spring tides; now the Fish yards are in the Middle of the
Chennel & it is dry with neap tides. So that in 40 years time the Rock
Channel has fill’'d up 9 or 10 feet at least beside 6 feet for the height of
the Fish yards which ships must now sail over. There ere not above three
fathoms of water at present sbove the Fish yards at high water Spring
tides; which is Just sufficient for the Largest Ship Belonging to
Liverpoole; And if no remedy is spplied, it is to be fear’'d that in a few
years the Rock Channel will be quite shut up to lerge vessels & the great
inconveniency of Hyle Lake Roads lost along with it; a loss which would
sensibly effect the Trade of Liverpool as Hyle Lake is & place cspsble of
sheltering the largest Vessel & where with the help of Lights, they mey run
in the night time as well as in the day

Another disadvantage to the Navigation of the Mersey which may result from
the filling up of the Rock Channel is that Formby Channel will be thereby
rendered in all likelyhood intricate and varisble, for the flood from the
Hyle being debar 'd a fresh course Round the Rock Point must necesserily
force & Psssage for itself thro' the Sand of burbo which being of e loose &
Spongey consistance; new Channels will every now & then be Breekeing out &
new bsnks forming in the Old as Extrsordinery winds or tides shall happen,
til] possibly this River may in time be reduced to the Condition of the
River Conwey or Ribble, so irregular that no land marks will Serve for a
direction to Ships or So Shallow that ships must wait Spring tides before
they can get in. This will not Seem a groundiess apprehension when it is
considered. that as the cause has in Some meassure tsken place already So
the Effect also -begins to appear for within these few years the Rock

Channe! has become Sensibly shallowery

Two new Swashes or gullies have made their way thro' Burbo into Formby
Chenne!, & a new Bank forming at the Mouth of Each: one of which is within
400 yards of the Middle Patch near the N. end of Burbo, the other toward
the S. end of Burbo, extending it self east in a Spit & etc

On this report-the Fish yards in the Rock Channe] were taken up by a

clause in the Lighthouse Act 1762 & in two years time the Channel
Recovered.

Note:

Knot's Hole seems to have been close to where Garston Docks have been
constructed.
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Aspects of the Indien Troop Service 1866 - 1896 by N.F.Jones (continued)

Depending on the numbers, insanes would be carried in the priseners’ cells,
Many of these would be consigned to the Royal India Asylum, west London. The
establishment existed from 1870 to 1892 when the incumbents were trensferred
elsewhere.

The Kings (Liverpool) Regiment end the Indisn Troop Service.

A brief insight into the working of the Troop Service can be obtained from the
movements of this local regiment which saw extensive service in the east during
the period under considerstion. it shows the number of ocean passages require
by @ typical line regiment in Indian Service.

The opening period saw the 1st Battelion serving in Malte, when in 1868, it
received orders to embark for Indis. On 10th October 1868 45 officers and 9%
other ranks embsrked et Valetta in HMS Serapis The vessel sailed at 0800hrs
11th and anchored Alexandris 1400/14th. The following day the baggage was
entrained for Suez. On 16th the Battslion disembarked in two detachments; the
first consisted of four companies end sll the women and children: the second
detachment consisted of H.Q. and six companies plus verious drafts.

The rail journey to Suez took 16 hours. The Battalion arrived Suez 17th end
embarked in HMS Jumna which sailed 0600/18th to errive Aden 1400/23rd for
bunkers. The vessel ssiled 25th and anchored Bombsy 0700/2nd November when
the Battalion disemberked on 3rd and was despatched to Poona by two speciel
trains arriving am 5th.

The 2nd Battelion was at Aldershot in 1877 when it was ordered to embark for
Indian Northwest Frontier service. On 21st Sept. HQ and eight companies, comp-
rising 19 officers and 920 O.R.'s, sailed eboard HMS Euphrates ex-Portsmouth
for Egypt calling st Malta 2nd October. The Suez Canal transit occupied 3 days
8th-10th November. At Bombay on 26th the Battalion entrained in two divisions
for the encampment at Mian Mir, near Lahore where the railway intercepted the
Grand Trunk Road which linked Calcutta and Peshawar. The first division err-
ived 4th November the second some two days later, when the Battalion route-
marched to Rawslpindi. On-the march they met the homeward-bound 1st Battalicn
to exchange camp equipage end trensport.

The 1st Battalion after an almost 12 years absence from the UK, was to spend
a further 11 months stopover in Aden. After exchanging equipment with their
counterpearts they continued south to Mian Mir where they entrained in two div-
isions for Bombay (with a 2-day stop st Deolali) arriving in time to seil 3rd
Jenuery in HMS Serapis with a strength of 15 officers. 571 OR's and 7 women.
Seiling et 1030hrs they arrived Aden 0600/11th.

It was 28th December when the Battalion, consisting of 15 officers and 507
OR's, embarked in HMS Malabar to depsrt the seme day for Suez. The vessel
transited the Cansl 4th Jenuary and arrived Portsmouth 22nd.

The Battalion had been oversess for 12 years and 10 months, including sn
initia) 2 years 7 months in Malte.
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The following figures show the vicissitudes of prolongued service east of
Suez during the 19th century:-

Strength on arrivel Indie 2nd November 1868 ... ... ... ... ... 734
Joined from U.K. tee ese ase eee ... 622

HQ recruits e B |

Transfers from other corps ee tee ses ees .. 159
Total 1526
Died erve ... 156

gozetted to commissions cee e 2

repatriated to UK e ... 547

discherged in Indies e ees 34

trensferred to other corps ... 276

Total 1015 1015

Strength on disembarketion Jenuary 1879 511

The last figures includes only 201 persons remeaining from the original strength
of 734 on errivel in India November 1868.

In 1891 the 2nd Bettalion received orders to embark for home. As with the ist
Bsttalion, there was to be & year's stopover in Aden. The Battslion embarked
Bombay in HMS Serapis. The vessel srrived Aden November 24th with & strength
of 501 OR's end 14 officers. They finally embarked for UK in the same
vesselwith a strength of 504 on 25th October 1892 end srrived Portsmouth 14th
November to entrein for Menchester where it wes to be stetioned.

Eech trooping season s draft set out from Britein to meke up for the attrit-
ion of numbers experienced on eastern service. The following is & resume of
emberkation dates, vessels & strengths. The commender of the dreft would be
subordinate to the C.O. Troops while on passsge. At this point it is fitting to
stete thet each troopship was commanded by & nevsl officer of the rank of
Captein who was the final srbiter of mstters of discipline etc. ~ no soldier could
be confined in cells or otherwise punished without the knowledge and
concurrence of the commander of the vessel.

1879 Sept 24th: 98 OR's trensferred to 2nd Bestt'n and embsrked Jumne st
Portsmouth for Afgenistan.

1880 Oct. 2nd: 1 captein, 1 subsltern, 2 sergeants, 2 corporals end 120
privates despatched from Warley to join 2nd Batt'n in Indie.

1881 Oct. 5th:: 2 corporsls and 53 privates embsrked Crocodile at
Portsmouth to join 2nd Bett'n in Indla.

1882 Dec. 11th: 195 OR's emberked Serapis st Queenstown (Hasulbowline) to
join 2nd Batt'n in India.

1883 Dec 15th: 75 OR's embarked Euphrates at Portsmouth to join 2nd
Batt'n in Indie

1885 Feb. 20th: 119 OR's plus 1 womsn emberked Serapis at Queenstown to
Join 2nd Bett'n in Indie. &3



1885 Sep. 10th: 105 OR's, 3 women, 4 children embarked Serapis st

Queenstown to join 2nd Batt’'n in Indie
1886 Feb. 15th: 155 OR's embarked Crocodile st @Queenstown to join 2nd Bett)

in Indie.
1886 Sep. 24th: 134 OR's embarked Seraspis st Queenstown for 2nd Bett'n in

India.
1887 Jan. 7th: 92 OR's embarked Jumne at Queenstown for 2nd Bett'n in

Indie.
1887 Sep. Sth: 105 OR's embarked Crocodile at Queenstown for 2nd Battn in

India.
1888 Feb. 24th: 62 OR's embarked Mslsbar et Queenstown for 2nd Batt'n in

India.
1888 Sep. 7th: 103 OR's embarked Euphrastes st Queenstown for 2nd Bett'n in

indiea.
1888 Dec. 5th: 76 OR's embarked Crocodile at Queenstown for 2nd Bett'n in

India.
1889 Nov. 19th: 50 OR's embarked Malabar at Portsmouth tojoin 2nd Battn in

India.

s, 7 MENRBERS * DAY OUDT F 2
VISIT TO FORD'’'S HALEWOOD FACTORY

A visit has been arreanged for Tuesdey llth June

by member Gordon Wright

The tour of the Factory begins at 9.]5 am. There sre plece
for up to 25 people. Members who have cars are willing to
assist by giving lifts. Places are NOT restricted to members.

Plesase ring Gordon at 924 2932 Evenings only

or Harry Hignett at 639 5546 to book your place
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Merch Meeting talk by H.M. Hignett
A Brief History of Pilotege

PILOTAGE and the work of a pilot are perhaps among the most difficult words to
define. We should therefore understand how the work snd occupstion evolved over
centuries, :

It is one of the most pleasing situations when the master of an inward-bound
ship greets a pilot exhuding confidence in his ship and crew: "There she is,
pilot, | am sure you cen handle her". It is probably the most successful sit-
uation too; and it must have been repeated in history thoussnds of times over a
thousend years. Such relationships were never uncommon, but the evil thst men
do lives on in history, the good oft dies with the individueals; so in the history
of pilotage we find that most of the material relates to dengers not slways
overcome, and to the need for regulations.

The genera! term denoting a pilot in the early Middle Ages wes lodesman
deriving from the Anglo-Sexon Il&d meaning to lead or guide. The Pole star was
known as the Lodestar! The terms Jods, lotse and loods ere in use to this dsy in
Scandinavia, Germany and the Netherlands. In its applicstion for a charter in
1513, the Trinity House of Deptford, used lodesman, pilot and pilot-lodesman, and
simultaneously the Court of Loadmanage of the Cinque Ports was active at Dover.

Laws covering pilotage were originelly included in the severel meritime codes
from the islands of Rhodes(400BC), Oleron(119%ab) and Visby(i6th Cent). They prod-
uced maritime laws mostly covering the insurance aspects of maritime commerce.
The Role d'Oleron provided rules for the employment of mariners demanding that
the navigastor be competent to teke a vessel a certain distance from his base or
home port end laying down the obligations of pilots. In fact two of the articles
relate to pilotage:

X111 A ship is freighted at Bordeaux or La Rochelle or elsewhere snd srrives st her
plece of discharge ond hes o charter-party. towage and petit lodemsnsge fall
upon the merchants. On the cosst of Britenny all those teken en sfter passing
the lsle -de Batz (off Roecoff) are petit lodesmen.

IX1V A young men [sknavecmataespilot) is pilot of & ship end he is hired to conduct
her into port where she cught to discharge. it may well happer thet the port
where the ships are placed to dischsrge is s close port .... and the pilet has
well done his duty when he has brought the ship safely to her berth. for se
far he ought to conduct her end thenceferth the duty is on the master.

Further, in 1344 a law of the Commune d'Oleron defined petit lomant as one
‘who ststions himself at the entrance to ports and havens, well knowing the dan-
gers of the ports and of the havens'. The sea pilot or ship's navigator was
termed Grend Lomant And early in the 20th Century a French pilot wes often
denoted pilote-lamarieur.

The term pilot, simost unknown outside the Mediterranean before the 15th
century, stems from the Greek 'plous’ or 'pelous’. A Periplous, in ancient times,
was a form of sailing directions peri= around or circle, plous = nevigation:
thus periplous = circumnavigation. Plous or pelous modified to -pilot. A very
early description of & pilot is to be found in the "Periplous of the Erythraean
Ses": @ meritime merchant's guide to the Red Sea and northern Indian Ocean,
written about 64 AD. It describes the approaches from the Gulf of Cambay and
the river Narbude to Barygaza, (the modern Broach, NE India):

The passsge is difficult beceuse of the shoals at the mouth of the river. Because
of this, the native fishermen in the King's service go up the coast to Syrastrene
to meat the ships. And they steer them streight and true from the south of the bay
batween the shoals with their erews asd they tow thea to fizmed statiocas going up
with the beginning of the flood snd lying through the ebb at anchorsges and in
bessine. These basins are deeper places in the river as for ss the port which lies
sbout 10 atadia up frem the mouth. 65



In this extract we can recognise the work of an estuery or river pilot fros
earliest times until the entry of the steamship onto the maritime scene. Sail-
ing, rowing and drifting with the current, using the anchors to hold and men-
eouvre the creft whilst waiting for the next tide is still prectical. The ref-
erence to towing shows the sncient relation between towage and pilotage.

There are at least three categories of pilot 1) Deep-see or coastal, ii) Outer
or sea pilot and iii) Inner or river, canal and dock pilots.

In 1) deep sea or coastal pilots esssist ship between ports end aress. pilots
in 1i) conduct ships from sea to port and v.v. whilst the pilots {ii} handle
vessels in estuaries, river and canals.

But there are variations of these categories asccording to geographicel sit-
uation, economical and commercial environment.

In entiquity the pilot i) the deep-sea pilot, was required to know a cosst, ¢g
the Channel coast of England or the coast from the Thames to Newcastle, or
perhaps the German and Denish coasts and would travel aboard from port of ori-
gin to the destination according to agreement made with the merchant-owner or
master. In this case he was expected to find his own way home and probably
adjusted his fees accordingly. Then, from the 15th and 16th centuries, such
pilots were often employed as mates or 2nd mates for voyages to the sreas they
were considered to be conversant with. The sea-pilot or mate/navigator was far-
iliar with at least one port, and on the return voyage he would be invalusble in
the event of a lack of pilots at the approaches to the port. But he might heve
Jeft the vessel en route as occurred in 1465 in an English port where & pilot
wes exchanged for one who was familiar with the Irish Sea. A more complicsted
affair arose in 1388 when & German vessel bound from Le Rochelle to [relsnd
called ot Falmouth for e pilot familiar with the Irish Sea.

In 1300 Edward | travelled to France from Harwich to Flenders. The accounts
for the voyage show that, while the officers and crew were paid st a daily rete
of sbout 6d per dey John Jolif, lodman of Sandwich, was engaged for the passe
to the Scheldt and paid 26sh 8d single fee. Jolif probably found his own
passage home.

Pilots of cetegory ii) the outer pilots were probably fishermen who, working
off their own ports, were able to assist epproaching vessels into those ports,
while the inner pilots iii) conducted vessels into unmarked creeks or minor
ports.

We find three classes of pilot mentioned in the accounts of a Hansa ship-
master of 1437 :

to the losmanne who sailed me into the Themes (sic) 109 6d
to the man who led the ship through the (London) Bridge éd
to the man who led the ship into the dock 6d

These pilots were independent entrepreneurs employed on a casual basis and
continued so until the appearance of merchant guilds which made authorities
sware that a well orgenised and efficient pilot service was a very neccessary
feature of a port. :

The Hanse League, a8 combinetion of rich and powerful cities Hamburg, Bremen
Cologne, Antwerp, Rotterdam etc (and perhaps the forerunner of the EEC), cont-
rolled many factors of trade and in particular required ship-owners and mesters
to take sll precsutions to safeguard their vessels and cargoes. In 1428 & Hense
Court in Cologne decreed that all Hensa vessels passing Great Yarmouth should
take s pilot. The Hansa Courts probably instigated the establishment of pilotage
on the Canal from the Scheldt to Sluys and Brussels. The entrance to thst cansl
was st a place celled "Lemansvliet”. (Lamansvliet ? pilot waters?)

By the end of the 15th Century there were numerous charities sround Eurcp-
ean coasts devoted to the welfare of seamen and their dependents. There were
slso the guilds of merchants and mariners, frequently shipowner/mesters, formed
to arrange insurance between themselves to covering marine risks. The guilds
merged with the charities to form the bodies, which in Britein, became the
Trinity Houses. Such organisations, often prompted by the pilots themselves,
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recognised the need for regulestion of pilotage snd undertook the establishment
end organisation of pilot services ensuring that the pilots had emple exper-
ience in the navigation of locel waters. In not a few instances the members of
the Guilds were also pilots.

The new pilot services in places such as Hamburg, Bremen, Emden, Rotterdsm,
ports of the Zuyder Zee, Amsterdam, Rotterdem, Scheldt ports and Ostende were
sll supervised by locel municipal suthorities and their pilot cruising craft
provided by the same authorities. Bristol Corporation took an interest in the
pilot services for in 1525, they dismissed e seaman from his office of 'Towing
end Lodemanship'. Leith seems the only British port where the town supplied
cruising cutters.

The Cinque Ports pilot orgenisation sprang from the orgsnisation of ferry
operators at Dover and controlled by an agreement made, in 1496, between the
ferry owners or passagers as they termed themselves. Made under the watchful
eye of the Constable of Dover Castle, the sgreement was essentially a contract
between the passagers to provide e service mesintained on a rote turn system.
fifteen vessels were named and their tonnages stated. The first vessel ‘on turn’
teking the first passenger and/or cergo irrespective of destinstion. The voyage
was a rote turn: on returning the ship took up its rightful place in the line.
Who the prospective customer wes, his cargo end destination wes left to chance
- places as far efield Cediz were mentioned in the agreement. Most journeys,
however, were to Frence and the Low Lands. No vessel was permitted to refuse a
customer end a vessel could not get more than three turns ahead in its rota
position, which would occur when voyages were short and during fair westher. In
the event of accident, all those included in the agreement would be compenssted
for any loss - they were insured es soon as they clesred Dover Harbour. Then,
in 1527, when the Trinity House of Deptford Strond was far shesd with an organ-
isation of pilotage formed by influential shipowners, mesters and government
officiels. The ferry owners, all men of substance, who had already turned to
pilotage as their principal operation, esteblished the Court of Lodemanege of
the Cinque Ports-sgain under the jurisdction of the Consteble of Dover Castle.
This time an sgreed system of fees wes decreed with rules for the behaviour of
the lodesmen laid down. One of the cleuses in the agreement stated “and if eny
Dutchmen or other foreigners come to Dover to tske upon themselves pilotage to
the Low Lands or other parts they shell be fined or driven off". Obviously
outsiders were taking the lucrative pilotage earnings from the Dover and Deal
pilots and acting without constraint of the laws of the Court of Loadmanage.

Rivalry between the pilots of Trinity House and the Cinque Ports now epp-
eared, when Trinity House pilots attempted to board ships off Dover. Unable to
persuade local bostmen to take them to incoming vessels, they petitioned the
Elder Brethren to put pressure on the Consteble of Dover Ceastle; a vain exercise
for he was far too powerful. They then tried to stop the Dover men taking vess-
els to sea from the Thames again without success. The system was then set: one
wey pilotege, Over the comparetive distances involved this wes probasbly the best
system for with mere sail power whole fleets would arrive after a lengthy
period of edverse winds. Pilots bssed on London would be left to wait for weeks
at Dover whenever there were prolongued winds from the Eest.

In 1575 the Corporstion of Hemburg built a number of houses for pilots and
fishermen of Neuwerk an island off the entrance to the Elbe and 40 yeers later
geve financiel assistance to sn aged and infirm pilot from the Council (cherity)
basin. At the same time they arrenged for a senior pilot to provide a cutter
(galliot) giving him e loan to build the vessel (in Hollend); which loan wss to
be repsid in monthly instaliments over five years at 2%X. He was expected to
collect that money from a lien on the earnings of the sppointed pilots. This was
al) under laws duly printed and published by the Hamburg Council. These laws
seem to have been the basis of the laws which a decade leter were established
for the the pilots of the Zuyder Zee ports, including Amsterdam. 67



Rivelry between the many groups of pilots active in the 17th century cen be
seen to have erisen along the rivers Elbe, Weser, Mass, Scheldt, Seine, Loire (i
Nantes) end Gironde mostly competing for the pilotage earnings, but often
stirred by politicel and geographical differences. It is not alweys realised
that, at one time the British monarch was ruler of provinces end states slong
both the Weser and the Elbe and issued the licences there, while the King of
Denmark had control over the banks of the lower Elbe. Severa! times numbers of
disgruntled pilots changed their besses and crossed the river to take advantsge
of political change.

The earliest disputes eppesred aslong the many entrances to the Maas through
Zealand. Here the many towns on and near the severel channels supported the
claims of their pilots to conduct vessels to and from their home ports. Rott-
erdam, Brielle, Delft, Rozenburg and Helvoetsluis were involved in these disp-
utes, even to the "Brielle War" when the locsl pilots sttacked the Rotterdsm
pilot cutter as it pessed their town, taking the Rotterdem pilots prisoner. The
disputes dissppeared when s comprehensive pilotage act was passed efter the
Spanish were driven from the Netherlands in the mid-17th century. The regulst-
ions in this act were meinly derived from the Elbe pilotage laws, and became »
pettern followed by other north European ports. They ordsined that the pilot
craft were to be of a certain standard, each vessel having its number cleerly
marked on the sail. The manning by both pilots and crew, length of time on
station and even cstering standards were laid down. The the cutters were to
cruise along the 10 fathom line, the first pilot to take the first ship (not the
largest in view) etc. There were also strict wernings for pilots dissppesring
during the herring season when high wages were available elsewhere.

On the Gironde to Bordesux, in 1728, there had been & number of disputes
between pilot groups - st one time there hed been seven such groups - but s
new set of laws issued by the French Admiralty eliminated the contentions and
things went very smoothly for a time. Then & Dutch shipmester aspplied to the
French courts to have the pilotage fees returned to him efter his vessel was
grounded by en incompetent pilot. It eppeared that the pilot had cherged 50%
more than the ordesined fees. This resulted in the pilots being unable to incr-
ease their fees for more than four decades.

By 1700 there were new pilotage districts appesring in North Americe: New
York, Boston, Chesspeake Bay and along the St. Lawrence. For long and able
service to both French and English governments, Abrsham Mertin was given &
large plot of land overlooking the St. Lawrence nesr Quebec - today known &s
the "Heights of Abrahsm". Neturally disputes between pilot groups occurred in
the New World too: slong the St. Lawrence where the pilots came from many
fishing villages; around the harbour of New York and on the Chesapeake Bsy
between pilots of Maryland and Virginia.

In this erea there was, in the 1860's, a very serious situstion which is worth
recounting. New York politicians thought there was money to be gained by taking
over the appointment of pilots - issuing licences to any celling themselves ses-
men and who were willing to contribute some of their earning to the politiciens.
The eernings of pilots fell so much that the older, more competent pilots did
not renew their licences. The situstion then deteriorated so thet in good
weather an incoming vessel could elways take e pilot, but in high winds or fog
the pilots were to be found in the bers along the waterfront weiting for the
weasther to improve. Within one month during on-shore gales, two vessels flying
signels for s pilot, brought to off the New York pilot stetion each cerrying
about 400 emigrants. Waiting in vein they drove ashore. All perished. The sub-
sequent inquiry established the truth and from then on the New York and New
Jersey edministrations took grest cere to see that only time-served, competent
pilots were appointed.

A properly orgeanised and regulated pilot service, has ever been considered on
@sset to sny seafaring netion or port/harbour suthority.
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At the beginning of the 18th Century the Court of Lodemsnage st Dover found
thet their local laws needed strengthening end in 1717 obteined en Act of
Perliement. Trinity House of Deptford obteined a similar Act in 1732 which also
recognised the existence and rights and obligations of other Trinity Houses
eround the coasts. Then, in 1733, model Acts of Perliament were produced for the
many small ports in Britein to use when end if neccessary and clsuses controll-
ing pilotage were included.

However in the Pilotage Act of 1808, provision for genersl compulsory pilotage
wes made, which provision was included also in enother Pilotage Act in 1812
with an extra paragraph :-

No ewner or master of eny ehip shsll]l be snsversble for eny loss or dsmage for, or
by ressos of any neglect, defsult or lncompetence of apy pilot teken on beard of
ooy such ship or Ia pursuance of sny of the proviglons of this Act.

A somewhat simple concept, but the interpretation of this clause by the Courts
of the dey brought chaos for shipowners and pilots elike and fortunes for law-
yers in the Admirelty Courts. The clause gave absolute freedom to ships under
compulsory pilotage from claims for damage caused to other vessels or property.
If ship ‘A’ under compulsory pilotage collided with ship 'B' perheps a berge or
other vessel not subject to compulsory pilotage, ship 'A' was free from liability
even when under normal circumstances she wes at fault. Under this interpret-
ation ship ‘A’ was also free from liability for demages after striking a shore
installation. For over & century this judgement bassed on an unsuitable clause in
e Pilotege Bill adversely affected pilotage afffairs, ceausing dissention among
pilots end hostility between shipowners and pilots. It was not until the introd-
uction of the 1913 Pilotage Act thet those contentions were finally eliminated.

The introduction of steam powered vessels brought in its wake widespread
changes in pilotage. Pilots had to learn new techniques, finding that steamers
were not seriously affected by tides, which made shiphandling somewhat easier.
So much so that many thought that pilots did not need to be as highly peid. But
of course the earliest steamers carried mails end therefore required a regular
pilot to be eveilable on arrivel off a port. This brought the idea of '‘Choice’ or
‘Appropriated” pilots to the fore. Such arrangements inevitably served as an irr-
itant among ordinery members of many pilot services. But the sysem led to corr-
uption and malpractise with the appointment of pilots to serve a single shipping
company almost exclusively. Some Themes pilots held more than one eppointment
and ‘farmed' the work out to non-apporpriated pilots. The authorities (Trinity
House) did nothing to smooth matters out.

In respect of administration the Trinity Houses which had the responsibility
for many pilot services were surprisingly lax. The Newcastle Trinity House for
example, over a long period, collected extra pilotage fees to compensate their
pilots for losses due to the relexing of compulsory pilotage. Later the pilots
complaining they had not received any compensation, learned thet Trinity House
had no intention of paying them and indeed could not account for the money. The
pilots were forced to resort to Parliament and it was discovered that every
year for over 10 years £3,200, due to the pilots, had been used illegally by the
Elder Brethren. In totel £24,000 had been withheld from pilots, whose average
eernings were £180 per annum. They never were fully reimbursed. Similar misuses
of pilotage eernings occurred elsewhere as at Dundee in the 1920's, when the
harbour euthority used the pilots' pension fund to pay legal costs incurred in
defending the esuthority's actions in a court case brought by a shipping company.

The 19th Century saw a continuous series of court actions based on pilotage
Jaw or accidents in which pilotage was linked. Through incidents such as that
mentioned at Dundee and the many items of litigation, Parliament was persuded
several times to institute Inquiries; and there were quite a few. Major Pearlia-
mentary Inquiries were held into pilotage in 1812, 1834, 1865, 1870, 1888, and
1910. The three latter provided minutes of evidence and contain massive amounts
of. information as to the state of all pilotage districts and their previous 100
year's histories. &9



The 19th Century ssw the greatest chenge ever faced by pilots who, over e,
had handled smeall wooden sailing vessels. Steam-power snd metal hulls, paddle
and screw propulsion, en enormous increase in ship-size and greater numbers of
ships large and smsll, had to be handled with a leck of information as to hon.
The combination of legal constraints, problems with hsndling modern powered
vessels and pilot. administrations barely competent to deal with the new tech-
nologies and the many Inquiries brought the pilots together to form, in 1884,
the United Kingdom Pilots' Association. They were fortunate to have from the
beginning, a number of responsible persons who assisted the pilots to improve
safety sround the coassts and at the spproaches to UK ports. It was s South
Wales pilot who first proposed flashing lights on buoys and also suggested an
occulting light. The UKPA made many recommendations to the Board of Trade on
safety matters and have continued to do so:

The work of the UKPA was eventually placed before Winston Churchill in 1909
persusded him to institute the 1910 Departmental Inquiry into Pilotage, out of
which ceme the 1913 Pilotage Act which lasted almost 80 years and remains the
basis of the present pilotage legislation.

During the Inter-wer period pilots learned to handle very large passenger
steamers up to the size of the then giants "Queen Mary" and "Normandie” in sin
and without the modern aid to navigation - redar.

During the 2nd World War, pilots worked under constraints and dangers never
before known: buoys withdrawn, shore lights reduced in power or extinguished
channels mined by both friend and foe. Pilots on duty lost their lives by mine
torpedo end bomb. With diminshed work for them in southeastern ports some pil-
ots were sent north to hendle vessels in ports around the Scottish cossts; sn
early recognition that the pilotage profession has & number of facets mutusl
snd trensferable - & concept now accepted world-wide. Today pilots for one dis-
trict transfer permenently or temporarily to other districts in regions end
hemispheres far distent.

Today, treining courses and seminars on the hendling of VLCC's, rader deveoy
ments, communications, cearriage of dengerous goods and other pilotage topics ant
available. A fer cry from the days when & pilot boerded & wooden sailing vess!
with very limited ssiling cheracteristics to conduct her through unmarked chen-
nels. What will change in the next century? Will the pilot with his crew bosrd
an automated and unmanned vessel at the approsches to & port end bring thet
vessel to her berth? Come to think of it, will he use the personal term ‘'her' to
refer to a vessel?

Notes:

This peper has been printed as an article in the book “The Neutical Institute o
Filotage snd Shiphandling” published by the Nauticel Institute, 202 Lambeth Rosd
London SE1 7QL (£75)

Sources for the History of Pilotage can be found in & peper H.M. Hignett "An
Outline History of Merine Pilotage in Britain” in Journal of Navigation, vol, 3!
No. 3 (Sept. 1978) pp 453-464.
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THE ST. JOHN - LIVERPOOL SAILING PACKET LINES
Cherles Dswson

ONE OF THE lesser-known reguler direct trensstlentic seiling packet lines
petween St. John and Liverpool was the one promoted by the shipbuilding
brothers William end Richerd Wright of St. John, New Brunswick.

The Wright brothers were sons of Richerd, en emigrent from his native Cumb-
erland. The idea of the transstlantic packet line was probably being formulsted
by Richrd during the years when he was taking their ships scross to Liverpool
for delivery end/or sele, This was quite & normel procedure during the heydsy
of the wood sailing ship when over hslf of the vessels registered in Liverpool
were Canadien-built. Beazleys bought one of the most highly renowned of the
Wrights' vessels, the ship Star of the East, 1219 tons, built in 1853. It cost
them £16,000 snd fitting out cost another £6,681. She crossed to Liverpool on
her maiden voyage ageinst strong northeast winds in 20 days end her portreit
wes painted by both Samuel Walters snd Joseph heard on her arrival.

The packet line started operations in 1852, the Liverpool sgents for the line
being the very active brothers William end Jame Fernie, with whom the Wrights
had deslings for several years. Some confusion must heve been crested in the
trade because the line apparently muscled in on the Black Ball designation which
hed first been used by lsasc Wright of New York in 1816 and was also copied
by James Beines in July 1852.

The sailing vessels they used, 8]l of wood, were: DAVID G. FLEMING, 1425 tons,
(1665 tons when made into a three-decker), built St. John, 1853; EUDOCIA, 1015
tons, built Digby, 1849; IMPERIAL, 1279 tons, built St. John, 1852; JOHN BANNERMAN,
1131 tons, built St. John, 1854: JOHN BARBOUR, 990 tons, built Carleton, N.B., 1852;
JONM OWENS, 1236 tons, built Digby, Nova Scotie, 1845; JOSEPH TARRAT, 942 tons, built
Grenville, Nove Scotis 1853; (chertered by Baines & Co in 1857); LIRERIA, 875
tons, built Queco, N.B. 1852; N/DDLETON, 996 tons, built Ceampbellton, N.B., 1851.

The service was intended to be mainteined by eight of the ships sailing from
Liverpool and St. John twice 8 month. From St. John, the vessels carried lumber
er.d passengers, the latter in cabin-class only because the temporary bunks and
cabins of the steersge class were dismantled to make room for as much timber as
possible. This accommodatior. was fitted in Liverpool, to cope with the emigrant
trede from Europe.

In eddition to the nine ships listed above, the St. John - Liverpool Packet
Line used another seven vessels, two of which mey be of special interest to
Merseyside. They were :-

1) BOADICEA. 909 ton, built at St. Mary's Bay NS in 1847 by Malcom. New
Bruswick Museum e fine painting of her by the Liverpool ertist Joseph Heard,
showing her - in one of his “memorable incidents” - in distress, seemingly
aground, and depictingan unusual operation to be seen in & painting: leying
outa kedge anchor (personsl communication from member A.S. Davidson). We know
thet she survived thst particular scare, for she sailed for snother four years
or so after Heard's death, finslly beong abandoned in the North Atlantic in
1863. .

3) DUNDONALD, 1372 tons, built St. John in 1849 by William & Richerd Wright
themselves. A painting of her in the New Brunswick Museum is stated to be by
en snonymous Liverpool artist.

In Januery 1854 the line reported that they had despatched 8 vessels since
Februery 1853, had loaded 13 cargoes and had carried a large number of pass-
engers. Between 1852 and 1854, 6,000 passengers were cerriedwith very few
ceses of sickness in comparison with the norm on the New York run.

Presumsbly intending to develop the service, the Wrights, together with the St.
John agents of the line, the Irish-born brothers James and Robert Reed, contr-
acted with John Leird in Birkenhead to build two first class steemers, about
1600 tons each, “to be bsrque-rigged and worked by engines”. The aim wes to
sail these once a month from St. John to Liverpool, calling at St. John's,
Newfoundiand en route. It is not certsin whether anything ceme of this aim; in
eny case the sailing ship service wes suspended in 1856. 7}



The Wrights, perhaps seeing the writing on the wall, had by that time decidy
to discontinue building ships in St. John and to become shipowners in Liverpoy
end St. John. Richard Wright had of course come to know Liverpool well wh
he was taking vessels there for sale, and he moved there in 1856 to set up th
management of the Wright fleet. His brother William remesined in St. John for
another ten years or so to supervise the building of vessels for their fleet i
other yards and to menage the St. John's end of the business. The Wright yrq
on Courtenay Bey was taken over by Gass & Stewert snd there they built tw
ships for the Wright fleet in 1857: Rising Sun, 824 tons, which cerried eni-
rents to Australia, and Sovereign of the Seas, 1227 tons (not the Baines ship of
the same naeme) which was burned by her crew in Sydney, N.S.W. on 3rd Octobe
1861, an event it would be interesting to know more asbout. Their fleet event
ually included two iron steamers: whether these were those originally contracted
with Leirds for thejr transstlentic service is not known.

Williem Wright died in 1878 snd Richerd in 1881. Their nephew George Wrigh
Gess, who took over the management of the fleet, did not long survive hi
uncles, and by 1892 the last of the Wright fleet was sold to foreigners. It woult
be interesting to know how much is remembered of it and family today.

A further, later attempt - probably the final one - to stert a reguler diret
service between St. John and Liverpool was made by Howard D. Troop, of
Rothesay, New Brunswick. His father, Jacob Valentine Troop, haed commenced trs-
ding operations from St. John in 1840 with quite small vessels, but the son
later built up the fleet. In 1881, he had the steamer Cedar Grove 2181 tons,
built in the UK with which to start a regulsr steamship service between St. John
and Liverpool, but she was lost on her second trip. A second steamer, Kentigern
which he bought c. 1901 wes also lost, abandoned at sea in February 1904. By
the time he died in 1912, the once proud Troop fleet consisted of & singl
vessel: Howard D. Troop. built by R.Duncen & Co. st Port Glasgow in 1892

Bibliography:

“Saint John Ships and their Bujlders® by Esther Clerk Wright, Wolfville. Nove Scotie. 1976
*Reflections of sn Ere” by Robert S. Elliot & Alen D. McNairn.. St. John. 1987

"The Passage Makers*. N.K. Stemmers. 1978 (with Capt E.A. Woods' notes (LNRS))

"North Atlantic Sesway® N.R.P. Bonsor. 1975

*A Survey of Mercentile House-Flegs & Funnels. J.L. Loughren. 1979

“Merine Art & Liverpool. A.5. Devidson. 1986

Lloyds Registers

®*Liverpoe) Shipping® by George Chendler, 1960

NOTE :

The euthor Esther Clark Wright and her husband Dr Wiliam Wright of Wolfville
N.S.. were members of the LNRS in the 1960's and ‘'70's. In 1976 Dr Wright gave
e telk to the Society on the loss of the sailing vessel Albion off the south
coast of Ireland in 1860's. Report in BULLETIN Vol 2., p 197.
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Local Notes:

Oil rigs still appear end diseppear within & few of miles of the Bar. One
began work 25th Merch about 4 miles NW of the Ber.

Mersey Ferries continue their expensive mid-day trisngular trips with comm-
entery on the scenery. Hovercreft ere being tried yet agasin. Two companies ere
plenning cross-river services and one of them is looking st services to North
Wales, Southport end even Blackpool. destinetions under consideration ere Tran-
mere, New Brighton, Seacombe, Otterspool, end of course the Pier Head. One run
not aparrently considered is the easy one from Waterloo to New Brighton. Sev-
eral Liverpool pilots ere being trasined to handle the creft-vessels-machines at &
helicopter training centre.
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GENERAL INFORMATION

BOOKINGS - With your Travel Agent To confirm reservation a deposit of 2% is required.
Full payment is dus 0 days before wailing <"+ -

TICKET - The passage ticket s strictly personal and nol transferable. The licket is issued by
Siculn Oceanica on behall of Aspective shipping comipany owner of the ship for which the
ticketis issued. Atlantica (R. Venezin). Grimaldi di Navigazione (R. Pisa): Grands Traghetts
(R. Genovu) and Sicula Oceanica (R Amall), - .-

CONDITIONS « The conditions governing the pontraci uf transporiation urc those panted
on contract Ucket v TR T

The purchase of the ticket implics the acoep by the Pussenger of such conditi
huld-nmm&m‘ﬂmwﬂhmkm-luyd-ﬁmu
without notice. - R X

EMBARKATION (MV. R. GENOVA - R. AMALF1) - Dates of departure are purrly lndics-
tve. It is therelore ncceasary, wha makizg o reservation, (o abisin coafirmation of dete of
kth{uOﬂu.‘hMWuhCupf:OﬂmAn&
before departure pasaengers must agala obtala confirmagios of saling date. 11 s alwo advisable,
REGULAR SERVICE befure learing thrir residesce, (0 aak the Port Ageat for faad joiniag detalls (how, pier of

. - o embarkation, efc.).
CARGO & PASSENGERS MEALS - Meals on board re included In the fare. Drisks and extras nof Inchuded.
PASSPORT - Passenger must be In possession of valid passport and visa when required.
For the African ports. vaccination against wolera and yellow fever are requesicd
VACCINATIONS - Brasilian authoriuies require vaccinations against yellow fever and cho-
lera for those passengen coming (rom or having called at alncan ports.
ACCOMPANIED VEHICLES yf‘n{tnger must be in poasexsion of all dovuments requi-
red for the Jisembarkation of the vehide at port of destination. The Compuny declines any
responsibility for difficulties arising from lack of faulty documentation. Vehiles can only
be laaded with passenger’s own luggage and personal cffecis

LUGGAGE - Passengers are allowed 10 take only personal effects up to u matimum of
100Kgs. per person. Excess bagguge or other types of effects are charged upon
request.

CURRERCY - Currency on boarg is llian Lirs (Repubblica di Venczia and Pisa) and US
dollar (Repubblica di Genova and Amalfi).

Forthe ull: sl African ports and Brazil passengens are suggesied (o take with them US dot-
lars in small denomination. :
CANCELLATION & REFUND OF FARE - All cancellations must be notilicd to the Com-
pany's offices either direcily by the Passenger or through their booking agent Cancellation
lees apply as (otlows:
- up 10 0 days before depanuren.—.10% * - from N to |5 days before deparure... W%
- from 1 © § days before deparwre._S0% - 4 days before depanure no refund is due
The above conditions apply o the passengens fares anWor 1o rates paid for vehicles.

. GRATUTIES; sre ool wngluded in the fare o

GRIMALDI
GROUP 17

OFFICES 16121 GENOVA - Via Fieli. 17 - PO, Bow 1402
Tel (UI0) S51 < Telea 270132 - Teletan (D1 SHMY
0133 NAPOLL - Via Marchese Camgenbisula, 1)
Teb (0K1) 3887729 - Tebex THIOAN - Telelax (UKY) 3317401
20090 RIO DF JANEIRO - Avemda Rio Branca, 45 - Ga 1ol i) {2
Tel (0213 2930 238671 - Teten WRH - Telelan (0210 2332770
LONDON SWIY 6ES - [0S Jeimiyn Sucat
Tel OT1) YMSKRY - Telex 91900 - Teletan (071) 83919N

SOUTHBOUND
Dy Port

Tilbury
Hamburg
Rotierdam
Antwerp
Dakur
. Conakry
Manrovia

JIEEC R

See your Travel Agent




T'hE SOUTHERN CROSS ROUTE"
CHANNEL

EUROPE s
WEST AFRICA
BRAZIL

MONTHLY DEPARTURES

Lyens month approximately. Please ask for the up-dated sailing schedule.
Thewe voyages being made by passenger carrving canzovessels. departure
dartes. p(;n\ of call amivals. and depantuee times: are determined by
Cargo requirements.

ENVIBARKATION - Tois strongly recommended to embiark at the Tast port ol
will before the atlantic crossing (Antwerp mosily).

DISEMIBARKATION - Should be foreseen at the (it north curopean port
1Le Havre mostly) or latest at Tilbun.
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MV. REPUBBLICA DI GENOVA
MV. REPUBBLICA DI AMALFI

AL i 2o o F e N
N (Passenger Accommodation)

DECK-PLA

DECK 12
an fore THE VESSELS
IL)'I‘;C'I:‘?,:AIR [0 | L These two units built in 1988 and 1989 4pe technologrcally the
‘ most up dated miklipurpose 101l on 1ol off vessels, and are
— equipped with the Latest and mast sophisticated equipment 1o
SWIMMING I safery an s
POOL ,E - Vital statistics:

L L Flag: lalian: Grows wonnage 71154!) lons. Length: 216 metres
! INFIRMAR Beam: W4 metres: Engine. GMT/Sulzer SRTASK. 17230 HP.
MARY Cruising Speed' 1X.3 Knots: Bow and stem thausien; 2 Radars
Maiem ARPA. Meteolan, Cargn capaaity 00 cars a1 350
o[~ [l e ] TUUL Radio call 12 (Repoiblica i Genona) 1Y 3 (Repar
D CABINS Al b ol e hlica di Amalfi). Manipress - News senices. Satellite telephone,
telen, fax PISOEY (Repubhlicn di Genova), 1130414 (Repub-
blica dr Amalfiy The ships are provided with international certifi-
at DECK 13 tore cate for transportation of passengen. Scoutits artes are the e

- A Jor pasaenger shaps

172 )
! 174 DECK14! DECK 1S PASSENGER SERVICE
avem 176 N Passcmpeer accomesbainin il loonees wic snated on decks i
e P I2and 130 Gl sl provan shonecs WO o, 1a e atom
ymonY sutade win baobdad, S gl RPN
Gemany iz s A ouet el 2 i
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