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CHAIRMAN’S NOTES
1983 has been a year of change for the Society. Readers of the last issue of ‘The Slabline’
will already know that Fred Schofield has left the tiller of COMRADE to become the Society’s
Commodore. Subsequently, Rodney Clapson told us that pressure of business meant that he
would have to step down as Sailing Master of AMY HOWSON, and as Chairman of the Sloop
Committee. Cyril Harrison has taken charge of AMY, whilst it has been agreed that the
Sloop Committee will meet less frequently and formally than before. Then, in September,
Cedric Lodge, who founded the Society and has been Hon. Secretary from the beginning,
obtained a senior post with British Rail in London, and announced that he would have to
leave us.
Tributes to Cedric and to Rodney appear separately in this issue. Each has been able to
contribute professionally as well as personally to the work of the Society – Cedric as a
Mechanical Engineer, Rodney as a Naval Architect – and we have been doubly fortunate to
have the support of two men of such calibre and such commitment. I have greatly valued
their friendship, and am grateful to have been able to work so closely with them over the
years. The contacts will not of course be entirely broken, but we shall miss them both.
We are lucky to have Cyril Harrison to take over as Sailing Master of AMY HOWSON. He is
already a familiar figure at the tiller, and together with his family he has played a major part
in AMY’s restoration. As we go to press, the Society still lacks an Hon. Secretary, though
Brian Roustoby has agreed to take on the job as Minutes Secretary. We very much hope
that a Member will be found who is prepared to take over the Secretary’s job. This is not an
arduous one – on average, it means less than a letter a week – but does involve being a
point of contact, and channelling requests of various kinds to the appropriate quarter.
Cedric has offered to initiate his successor in the mysteries of the post, and I should be
grateful to hear from volunteers. Meanwhile Janet Lodge will continue as Membership
Secretary, at least until the family moves south.

CEDRIC LODGE
Cedric Lodge came to work for British Rail in Hull in 1967. His interest in traditional craft
soon led him to acquire a rare example of a Humber Yawl, in which he made the
acquaintance of the River and some of its hazards. At the same time he began to enquire
into the fate of the sailing traders which had formerly worked on the estuary. Learning of
the formation in the early 1950’s, of the Humber Keel Trust, his first thought was to revive
it, but as he discovered more about the unhappy events which had brought about the
failure of the Trust, and the Legacy of distrust which failure had engendered, he recognised
that its revival would be unlikely to meet with local support.
Cedric might well have been deterred by the knowledge that, in the prevailing atmosphere,
the campaign which he had in mind would be met with scepticism if not outright hostility.
But, he is not the sort of man to be daunted by the challenge of upholding a seemingly lost
cause if he thinks it worthwhile. In the summer of 1969 he called a meeting at his house in
Beverley to discuss the preservation of a Humber Keel, but despite expressions of interest
the results were inconclusive. Undeterred, he conceived the idea of a voluntary society
which might undertake the preservation of a Humber Sloop and well as a Humber Keel. If
the idea seemed ambitious at the time, it has since shown itself to be entirely right. Early in
1970, Cedric published his ‘Prospectus for Preservation’, outlining his plans, and in
November 1970, the first meeting was held at the RNRMC in Hull at which the Society was
formed. Inevitably, Cedric found himself Hon. Secretary.
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The development of the Society has been very much as Cedric planned it. The decision was
taken at an early stage to concentrate on preserving iron or steel hulled vessels rather than
wooden ones. Furthermore, the aim had always been to have as much of the work as
possible dome by Society Members. When the time came to consider the purchase of a
Keel, it was Cedric who directed our attention to COMRADE. Above all, it was his undying
optimism and total sincerity which kept us going at times when progress seemed
frustratingly slow.
Cedric’s commitments have been heavy in the last few years. Nevertheless, it has taken a
move to London to persuade him to resign the Office which he has held for thirteen years.
Hull and Humberside have reason to be grateful to him for what he has achieved on their
behalf; without him, there would be no preserved ships to keep their traditions alive. Our
best wishes go with him, and with Janet, Rupert and Daniel, as they venture south.

RODNEY CLAPSON
Rodney Clapson’s first encounter with the Society came in its early days, when we ‘adopted’
Les Reid’s wooded Keel VIGILANT and brought her to his floating dry dock at Barton.
Coming as he did from a famous family of Sloop and boat builders, and very much the
professional, he must have viewed our distinctly amateur activities with a sceptical eye.
Nevertheless, he was kind enough to allow us the use of a shed at Barton for storing our
growing collection of gear, and we were soon aware of Rodney’s interest in the traditional
craft of the Humber, and especially in the Sloops of which so many had been based at
Barton, was at least as keen as that of any active Society Member.
After the Society acquired COMRADE in 1974, the idea was born of establishing a
committee based on the South Bank to buy and restore a Humber Sloop. The Committee
was formed following a public meeting held in the Angel Hotel, Brigg, on 1st March, 1975.
Rodney was the obvious person to be its Chairman. The resulting team was a strong one,
and backed by Rodney’s drive and expertise, and by the added support and prestige which
his name and reputation engendered, the Committee’s campaign led to the acquisition of
AMY HOWSON in 1976.
AMY’s hull required a good deal of attention before re-rigging could be thought of. Rodney
provided the berth at his South Ferriby Marina, much of the equipment and day-to-day
management of the MSC team which carried out the work. At the same time he was
responsible for much of the Sloop Committee’s administrative work, acting as its Treasurer,
writing letters and taking the lead in its publicity campaign. As the work progressed, he
spent many hours with Captain John Frank planning the rig and the sails, and later
arranging their production. When the time came for AMY to sail, Rodney added to his other
responsibilities the office of her first Sailing Master, and was at last able to put his ideas into
practice.
Like many other busy people, Rodney has not limited his voluntary work to the
organisation; he has given generously of his time to the Barton WEA as well as the Society.
Understandably, he has decided that it is time for him to reduce his commitments, though
he has generously agreed that he will continue to help us with facilities and with
professional assistance. His achievements in spearheading the rescue and conservation of
the vessel most characteristic of the Humber Estuary should be appreciated not only by the
Society, but also by the whole community.
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THE HUMBER DOCK MARINA
Members who live locally will have been aware of recent controversy surrounding the
berthing of historic vessels, including COMRADE, in the Hull Marina, formerly Humber Dock.
For some eighteen months, the Society had been negotiating for a berth for COMRADE, in
the Marina, which is owned by Hull City Council, during the summer months. An approach
was made to the Consortium than responsible in February 1982, and a detailed letter was
sent to Hull City Council in September 1982, with a copy to the Leader of the Council,
Councillor Doyle. Subsequently we were granted an interview with the Assistant Town Clerk,
at which we put our case. In February of this year we made a detailed, written submission
to the City Council. Later in the summer, Cedric Lodge and Colin Screeton had a discussion
with the Lord Mayor, after which Cedric wrote again to the Members of the Town Docks
(Special) Sub-Committee and to its Chairman, Councillor Doyle. We had also written at
length to the Marina Operator, Mr Charles Pool, asking for a meeting. No reply was received
to this letter, or to further requests.
In making our approach to the City Council the Society was motivated by two
considerations. One was operational; our Beverley berth, which we use by courtesy of
Beverley Borough Council, is ideal in the winter months, but the double voyage up and
down the River Hull every time the ship is sailed is not only a strain on the crews but also,
as navigational conditions deteriorate with declining trade, a serious hazard to the ship. Our
other consideration was a more general one: the Society exists to promote public
awareness of Humber sailing craft, and not just to preserve them. The value of a ship such
as COMRADE is greatly reduced if she is not visible to the public. We had hoped that
COMRADE, along with one or two other preserved vessels of local origin, might be a focus
of interest in the Marina, itself the centrepiece of the Old Town redevelopment. Thus it
seemed to us that in requesting a berth for her we were not just asking a favour, but
offering something of value to the City.
We were bitterly disappointed to receive in August a firm refusal from the City Council. The
reason given was the Marina Operator’s reluctance to admit craft over 55ft in length, and
his belief that historic vessels were difficult to manoeuvre. This was precisely the point
which we had hoped to discuss with him, and we were confident that the problem could
have been overcome. At the same time we learned that the Humber Sailing Trawler
WILLIAM McCANN was now to be evicted from the Marina berth which the City Council had
previously allowed her to use. Up to now we had steered clear of any kind of public
controversy: now the Society’s Council decided that it was time to try to enlist public
support for our case. As a result, the Chairman wrote the following letter to the Town Clerk,
with a copy to the Press.

Dear Mr Wood,
Thank you for your letter of 23rd August, addressed to our Secretary Mr Lodge, regarding
the berthing of the Keel ‘Comrade’, and other historic vessels, in the Hull Marina.
The Society’s Council met on 22nd September to consider the City Council’s response. I have
been asked to convey to you our profound disappointment and concern at the decision by
the city to refuse access to historic ships.
The Marina Operator has informed your Committee that historic vessels are difficult to
manoeuvre in confined spaces, and has opposed their admission on these grounds. This
claim would carry greater weight if the Operator had been willing to meet us, however
briefly, to discuss the possible operational procedures and to consider methods of handling
‘Comrade’ with appropriate use of warping lines, while in the Dock. To our great regret he
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has declined to answer our letter on the subject, or to enter into any discussion whatever.
Our ships are in the charge of skilled and responsible people who are fully conversant with
the techniques required to operate them safely. We have no doubt that, given a measure of
goodwill, the difficulties to which you refer could have been overcome. In the
circumstances, we believe that the Members of the Sub-Committee have been misled.
We note that the Sub-Committee has requested the Town Docks Project Team to
investigate alternative sites for the berthing of historic vessels. We find it difficult to see
what other sites available to the City Council could be found. Certainly the tidal waters of
the Old Harbour are, for reasons of safety and access, totally unsuitable. Furthermore it
seems to us essential that, if a collection of historic ships is to be of any real value in
educational terms, it needs to be readily visible to the public. Whilst we are very ready to
help the Project Team with its inquiries, we know of no other site which would make this
possible.
Since your letter reached us, we have heard that the Humber Sailing Trawler ‘William
McCann’ has been threatened with eviction from Humber Dock, and that she has been
ordered to leave by Friday of this week. If this is indeed true, the news will be greeted by
the people of Hull, who have watched the ‘McCann’ take shape again over the last two
years, with disbelief. The initial concept of the Marina was as a centrepiece of the Old Town
redevelopment and conservation schemes, which would bring new life to the area whilst
perpetuating some of its traditions. The brochures advertising the Marina, prepared and
distributed by the City Council and used by the Operator, actually include pictures of
‘Comrade’ and ‘William McCann’ and of the City’s light vessel. The craft which the Marina
now contains bear ample witness to its commercial success, but they are quite alien to the
City and its people.
Last week the City Council’s plans for the development of the Transport Museum were
widely reported. It is profoundly ironical that a great and ancient port should be prepared to
expend such sums on a collection of road vehicles whilst the rescue and restoration of its
own ships, which have been the livelihood of so many of its people, have been left entirely
to private initiatives. It seems to us that at least the City Council can do is to support and
encourage those initiatives wholeheartedly.
In the final paragraph of your letter, you say that Marina related matters should now be
referred to the Marina Operator. Leaving aside the difficulty of communicating with one who
does not answer letters, we frankly do not believe that the City Council can evade its
responsibilities in this way. It is inconceivable that the Council should have been
manoeuvred into handing over control of such a vital property lock stock and barrel to
commercial interests. We would ask you to bring this letter to the attention of Members of
the Town Docks (Special) Sub-Committee, and have sent a copy to the Leader of the
Council; we have also made its contents available to the press.
Yours sincerely,

John Hainsworth
Chairman
The letter certainly produced a reaction. It received quite extensive coverage on Radio
Humberside, in the Yorkshire Post and the Hull Daily Mail, though in the latter case a
misquotation to the effect the COMRADE would be difficult to handle in the Marina caused
some confusion. The City Council reacted promptly, and Councillor Doyle took part in a
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Radio Humberside phone-in programme the following Sunday, to which John Hainsworth
and Colin Screeton also contributed. Subsequent correspondence in the ‘Mail’, which
included a very helpful contribution from Tim Dunce, was uniformly favourable to our case.
Whilst there is no doubt about public support for COMRADE’s presence in the Marina, the
present position remains obscure. Three weeks after the events outlined above, the Marina
Operator announced his withdrawal from the project. No reason for this has been made
public, and Mr Pool has remained unavailable for comment, but the City Council has at least
regained its freedom of manoeuvre.
Councillor Doyle has now told us of the City Council’s plans for the development of the
whole waterfront, which envisage the use of a section of Albert Dock for a larger collection
of historic vessels. The scheme is an exciting one, and we would hope to be able to help.
Nevertheless the scheme is a long-term one, and is dependent on government and EEC
funding as well as on the co-operation of Associated British Ports. Furthermore, the Albert
Dock site is far from being as prominent as the site in the Marina, and public access is at
present restricted. We still see Humber Dock as the appropriate berth for COMRADE, and
for the WILLIAM McCANN, in the next few years. Members who would like to help could do
so by writing to the Town Clerk and Chief Executive, Guildhall, Hull, asking for their letters
to be passed on to the Town Docks (Special) Sub-Committee, and Hull residents might also
contact their own Councillors. We believe that we have a strong case.

KEELS ON THE SHEFFIELD CANAL
At one time there was a considerable trade up the Canal to Sheffield, but it was not
common to see Keels under sail above Mexborough or, indeed, to find vessels with all their
sailing gear aboard. On the way from Keadby, the cogboat would have been left at Thorne
or Bramwith and the leeboards lifted ashore at Stainforth. With easterly winds the sails
would have done some good up to Mexborough, but it was very common practice to set the
mast ashore there. Above Mexborough there were too many fast (fixed) bridges, some with
very little briggage (clearance). The worst were Parker and Bacon Lane bridges on the top
level above Tinsley locks. In early days, Pottery Bridge, just below Swinton Lock, was just
as bad.
Some Keels did set some sail above Rotherham and P Thompson of Sheffield remembers
such an occasion in about 1928 or 1929. He worked at the steel firm then known as Steel,
Peech and Tozer, which straddles the boundary between Rotherham and Sheffield. The
River Don flows through the works and the canal lies beyond. Working at that time in the
loco shed, Mr Thompson remembers seeing a square sail on the canal between Holmes
Lock and Jordan Lock. At the time, it had seemed to him interesting without being
particularly remarkable.
It is no longer possible to determine the exact vessel involved but Fred Schofield has
suggested some likely contenders. The firm of Bleasdale’s owned four keels which, as
general traders, carried cargoes to House lock at Tinsley or up to Sheffield Basin. It was
near the end of sailing days, and these four Keels only carried something of a jury rig.
Instead of the normal nine-yard mainsail, they carried only a six-yard mainsail and a short
mast. If they were for House Lock only, they might well take their gear with them and sail
back light. There was also Tommy Lawrence with VENTURE and a man called Green with
ARTHUR who also used jury rigs and carried deals to Sheffield.
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Attercliffe Railway Bridge was one of the obstacles to navigation until it’s rebuilding in the
1940’s. For years it had been slowly sinking due to mining subsidence. It had long been
necessary to flood the hold halfway up the keelson and lower the lutchet into the hold when
working light. As a consequence, the railway company paid each Keel captain so obliged,
the sum of 5/- (25p) for pumping his ship out again! Eventually, matters became so bad
that ten tons of gauging weights had to be carried, five tons on the foc’s’le and five tons on
the cabin deck. This was when Attercliffe Railway Bridge had reached its lowest.
As mentioned earlier, Parker and Bacon Lane bridges always gave trouble and this was so
up to the end of commercial trading. Indeed, it would still be true if anyone wished to take
a Keel similar to COMRADE up to Sheffield. Most Keel captains were not keen on cargoes
for Sheffield and many would only take such cargoes if nothing else was offering. It would
be necessary to unship winch posts and bow ropes because the offending bridges are not
only low but arched and none too wide into the bargain. (This gives some inkling as to why
a normal mast, suitable for serious sailing on the Humber, would have been left behind at
Mexborough). As noted already, the difficulties remained even after sailing gear had been
abandoned. After COMRADE had been fitted with an engine, it was necessary to drop her
head by five inches when light. The trick was done by flooding the forepeak by opening a
seacock. After clearing all the low bridges, water from the forepeak could be run into the
bilges, but it could take as much as eight hours for the engine-driven bilge pump to clear
the ship of water.
These then were aspects of working on the Sheffield Canal. For a Keel in general trades,
there was a great deal of extra hard work without corresponding extra reward. The distance
from Tinsley Locks to Sheffield Basin is only about two miles, but it could not be done in
less than two and three-quarter hours. Not surprising then, that to this day captains who
kept clear of cargoes for Sheffield as far as they could, do not take kindly to suggestions of
‘pleasure trips’ to Sheffield!

A KEELMAN’S SAGA
Our Commodore, Fred Schofield, has put the finishing touches to his memoirs. They have
been five years in the writing, and are of unique interest and value. We are hoping to assist
in their publication, and in the first instance we would be glad to hear from any Member or
friend who would be prepared, for a reasonable fee, to undertake their typing.

COMING EVENTS
Details of this winter’s Members’ Evening are enclosed separately with this issue.
The provisional date for the Annual General Meeting is Saturday, 18th February at the Hope
and Anchor Inn, South Ferriby. The AGM Notice will include details of the proposed changes
in the system of subscriptions which were discussed last year, and for which approval of a
General Meeting is required.
It is proposed to hold a Jumble Sale, provisionally on Saturday, 25th February. Please start
collecting! Your Officers and Council Members will be pleased (?) to receive deliveries.
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A HUNDRED YEARS AGO
Perusal of Victorian copies of the Hull Daily Mail, held on microfilm in the Hull Local History
Library, has brought to light two items of interest.
The first, which appeared on 10th February 1886, tells a sad and all too familiar story.
Whitton Sand is perhaps the most perilous spot in the Humber, and many rivercraft have
come to grief there, though not always with such tragic results.

The Keel Disaster on the Humber
“Later information has been received of the disaster by which, on Monday night, four lives
were lost on the Whitton Sand by the upsetting of a keel, the Godfrey, of Warmsworth near
Doncaster. The spot is that on which the catastrophe befell the Snowden family last year,
when the Captain and his two children were drowned by a similar mishap.
The Godfrey, which belongs to Mssrs Lockwood, Blagdon and Co of Warmsworth, left Hull
on Monday afternoon laden with wheat, having on board the Captain, Henry Lee; Mrs Lee
his wife; Mrs Lee, senior, his mother; his nephew, a youth aged 14 years, also named Lee;
and the mate or purchase man whose name is Swash, all belonging to Doncaster.
The vessel was under sail, and all went well until it reached the Whitton Sand, a dangerous
shoal in the Humber. This was about 7.20 p.m. The night was dark and the keel being
allowed to go too near caught the edge of the sand and instantly heeled over. The Captain,
the mate and the youth were all on deck at the time and all were thrown into the water.
The women were in the cabin, and so swiftly did the disaster occur that there was no time
for them to escape, or for warning to be given to them, and they must have been
immediately drowned as the keel was almost instantly filled with water.
Swash is the only survivor, and his escape was singular. On coming to the surface after the
overturning of the vessel he found his arm caught in the painter by which the boat had
been towed by the keel, and to which it was still attached. He at once seized it, and got into
the boat, in which he was able to get ashore. He saw nothing of his companions on deck,
who must have been carried away and drowned. Yesterday morning the keel was still on
the sand, but was in an upright position and almost wholly submerged. Captain Lee was
about 50 years of age.”
The second item appeared in the ‘Mail’ on 3rd August 1893. It casts some light on the
‘Thirds’ system under which so many vessels were operated. Unfortunately, the Sloop
Captain’s side of the argument is not given, as his defence was reserved for the Quarter
Sessions: if we can trace the Quarter Sessions report, we will print it as a sequel.

A Hull Captain in Trouble at Selby
“At the Selby Police Court, on Tuesday morning, before the Rev. Benjamin Hemsworth, MA
and D Todd, Thomas Jackson, waterman of Hull, was charged with embezzling the sum of
£3-6-3 belonging to his employer, Mr Edward Grace, vessel owner, of Goole.
Prosecutor stated that he resided at Southern St., Goole, and was the owner of the Sloop
Louisa. On the 17th February last the prisoner was in his employment as Captain of the
Sloop alluded to. They worked the ship by thirds, the prisoner receiving two thirds and the
prosecutor on third. The expenses of working were paid by the prisoner out of his two
thirds. The prisoner brought a cargo of wheat from Hull to Mr Kirby’s flour mill at Selby,
arriving there on the 16th February. The freight was £8-8-5, the prosecutors third being £36-3, which the prisoner had not paid him. Witness asked him for it, but he had not paid
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him, nor had he rendered any account of it. Jackson subsequently deserted the vessel at
Selby, on the night of the 17th February.
Mr Joseph Gidds said he was manager and cashier to Mr Kirby, corn miller, of Selby, and on
the 17th February last the prisoner presented bills of lading for 397 quarters of wheat which
he (witness) paid him, taking the receipt for that amount. The prisoner was then formally
charged, and pleaded not guilty. The case was then sent for trial at the Quarter Sessions.”

OIL SPILLAGE IN THE HUMBER
Readers of ‘Slabline’ may be interested in the Notice to Mariners No.H82/1983 issued on
28th September 1983. As you will see, it is out of the ordinary when compared to the
notices we usually receive:
“IMMINGHAM OIL TERMINAL –
WESTERN MOORING DOLPHINS
LOWER

HUMBER

NOTICE IS HEARBY GIVEN that the Western Mooring Dolphins B, A and A1 at Immingham
Oil Terminal have been completely demolished and are lying on the riverbed.
The remains of the dolphins have today, Wednesday, 28th September, 1983, been marked
by a red can light buoy, lettered ‘A1’ and exhibiting a quick flashing red light, in a position
073oT., 900 metres from the Immingham Dock Tower ‘A’. This position is approximately 150
metres upstream of the demolished A1 dolphin.
As a result of the above, the fog signal, formerly sited on the A1 dolphin, has been
discontinued.
MARINERS ARE WARNED that no vessel should attempt to pass between the A1 buoy and
the Immingham Oil Terminal jetty head.”

WINTER IN BARTON
As written in an earlier ‘Slabline’ work was completed on the steel welldeck about midsummer and subsequently AMY’s crew have taken her out on several late cruises, putting a
bit back in the piggy bank!
We have done several other minor jobs – a proper seat on the welldeck, wooden form seats
for the hold tables, fixed the gas piping and various improvements in the engine room, as
well as general painting and making a new gangplank.
AMY will be based in Barton Haven this winter and equipment has been borrowed to do
some urgent jobs. Help is requested as usual, and any enthusiast can turn up at 135
Waterside Toad, Barton wearing old clothes or overalls on a Saturday or Sunday – some of
the jobs are mucky.
DAVE ROBINSON
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SOUTHERN TASMANIAN TRADING KETCHES
As you will see from the cover, some very handsome vessels traded from Hobart to the
numerous small harbours and landing places in the Derwent estuary. Reasons of time and
space, however, cause the present article to be no more than a brief introduction. The
information is largely drawn from two books: L Norman, ‘Pioneer Shipping of Tasmania’ and
Harry O’May, ‘Hobart River Craft’.
Tasmania has never been densely settled. Even today, there are only about half a million
people in an area which is more than half the size of England and Wales. When account is
taken that the great majority of the population is found in and around four main cities, the
sparseness of settlement can be appreciated.
Hobart on the River Derwent was the southern limit of the main railway system but there
are many small settlements on or near the estuary to the south and on the coast to the east
which is heavily indented at least as far as Port Arthur. The area is rich in forests and some
of the timbers became renowned for their qualities for shipbuilding. Blue gum could be
obtained in great baulks up to 200 feet in length. Blue gum clippers became famous as the
timber could stand up to punishment and rot. The most remarkable timber of all comes
from the extremely slow-growing Huon Pine which is only found in Tasmania. The wood
contains a natural preservative oil which makes it incredibly resistant to rot. One log was
discovered which had laid in a swamp for 2000 years without rotting. Some early vessels
were made from Huon Pine but, because of the slow growth, not a great deal remains and
most of the later small traders were built of other timbers.
Abundant timber, poor roads at the time and no railways encouraged the use of moderate
size sailing vessels for transporting sawn planks and forest products out and supplies of
provisions in. In season, there were fruit crops, particularly apples, to be brought out as
well.
Thus, there evolved a suitable vessel for the trades offering. She was ketch-rigged with a
heavy press of canvas, shallow drafted and, after an early vessel or two with leeboards,
was fitted with a centre board. The successful vessels seemed to have ranged from perhaps
25 tons to a little under 50 tons. Much smaller and a ship would be uneconomic. Much
larger and she could end up sailing with only part cargoes.
TO BE CONTINUED…

COMRADE IN 1983
Those more closely associated with the Society’s Keel have seen another busy sailing
season. Perhaps the most noticeable change has been the fact that Fred Schofield has
stepped back a little, transferring the ship into the capable hands of our new Sailing Master,
Colin Screeton. Fred has continued to play a major role in taking the ship up and down the
River Hull from Beverley. The Society is profoundly grateful to him for this as, more often
than not, no one else is available to ‘flood down’ on the Friday or take her back up to
Beverley at high water on the following Monday.
The first trip of the season proved the value of the radio we now have on COMRADE. A
good number were aboard and it was intended to put the ship on the sand and tar round
the bilges. It was, perhaps, not the best weather for such work and when fog clamped
down it was necessary to bring up to anchor overnight. Using the radio, it was possible to
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inform those interested ashore of the position. Except for Fred and Colin, most of those
aboard did not seem to have allowed for fog as far as food was concerned. Fortunate, then,
that they were hungry. In other circumstances they might have looked askance at the
mixing of contents of various tins – curry, fruit cocktail, etc. We were informed on good
authority that it was both tasty and well appreciated. This episode was followed by a special
trip for the Lord Mayor of Hull in his guise as Admiral of the Humber.
For our more usual trips, we have welcomed some new groups of members and also been
glad to see old friends again. Bookings have been ably handled by Tim Dunce who has also
been a most valuable mate. He has also handled a fair proportion of bookings for AMY
HOWSON. There has been on full weekend trip using both ships, which was very successful,
when a large group came with our member Bill Greenhalgh of BEECLIFFE. The weather has
largely been kind and it is felt that Arthur Schofield, Fred’s father, keeps a kindly eye on his
old ship and all who sail in her.
There was just one weekend when little sailing could be done. Even so a good weekend
was enjoyed in the company of Tony Woodward of DAYBREAK and some friends from
London. On the Saturday morning there was white water right across the Humber. It made
no sense to sail in such circumstances and our visitors went for a run ashore in Hull. We
later went up with the flood to Ferriby Sluice and took the occasional gargle in the
alehouse. For the Sunday we took COMRADE under power up the Ouse as far as
Saltmarshe Hall. The wind was strong and near north-easterly it was clear that we would be
set down once we were below the Apex Lighthouse. However, we did want to give our
friends a sail if possible and so we hove up the mainsail with one reef hauled. Below Trent
Falls, as forecast, we began to get dogged down to leeward and the sight of the mainyard
bending slightly in a gust quickly convinced us that it was time to continue under power,
which we did.
It has not all been sailing this season. There has been a time for watching the series
‘Between Two Seas’ on BBC, particularly the section from Goole to the sea with its
magnificent sequences of COMRADE under sail. One of our members from Bradford feels
famous as a consequence, saying that he is featured in the only video-recorded instance of
pointed remarks being passed to a ‘new hand’ by the master of the vessel.
Work has proceeded on the leeboards. The shaping of the timber has taken place under the
expert supervision of and mostly with the skills of Bill Wilson, who has tackled the job of
Ship’s Carpenter with all the craftsmanship we have seen him display in other fields. Colin
Screeton has masterminded the steelwork and we should see the boards alongside for next
season.
Readers of ‘Slabline’ will see, we hope, that 1983 has been a busy season from the few
anecdotes related above, So far as we know, we have not turned away anyone wanting to
sail with us and we look for another good season next year.
“THE PURCHASEMAN”
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A CANAL HOLIDAY
For a really relaxing holiday, you must try at least a week cruising on a narrowboat down
any of the numerous canals in Britain. In August I cruised down the Leeds and Liverpool
from Charnock in Lancashire onto the Bridgewater Canal to Manchester and then on to
Lymm and Preston Brook in Cheshire, accompanied by two of my friends. We picked up the
narrowboat at 4 p.m. on the Saturday and headed off towards the Bridgewater Canal near
Wigan. We stopped about 6 miles further on at a delightful canalside pub called the
‘Carpenters Arms’, knowing full well that 2 miles further on was a flight of 23 locks in the
space of about a mile just before Wigan. We cooked a meal and visited the pub and before
long we were treated as though we were regulars. There is something about canals and
people who cruise on them and live near to them that brings out the best in people. On the
fortnight’s cruise we found that people were so friendly and helpful. The next morning,
suitable refreshed, we carried on towards Wigan’s flight of 23 locks, after negotiating three
locks, the lock keeper came to ask us if we could wait in the pound, which is a small stretch
of water between each lock, because there was another boat coming our way and the two
boats could lock together. This would save water, because emptying a lock uses a fantastic
amount of water and people who use the canals should attempt to save water as much as
possible. The other advantage of two boats using the same lock is that the workload is
shared, two crews help filling and emptying locks instead of one.
After negotiating 21 of the locks we parted company, the other boat carrying on to
Liverpool, while we negotiated another two locks to enter the Bridgewater Canal. Not far
past Leigh, we came to the delightful small town of Worsley, which reminded me of my
home town of Beverley. Passing Worsley we came to the most difficult part of the journey.
Between Worsley and Barton-upon-Irwell there was a narrow channel of clear water, the
rest of the canal width was a blanket of thick wire-like weed, because of the slow speed of
the narrowboat the wind kept swinging the boat into the weeds and the prop shaft became
clogged up with weeds; but we managed after an hour to negotiate the mile long stretch of
weeds and then we came across one off the most fantastic pieces of engineering that I
have ever seen. At Barton-upon-Irwell, the Bridgewater Canal crosses over the Manchester
Ship Canal, by means of a swing aqueduct. The aqueduct, holding 800 tons of water, is
usually kept open to let shipping down the Manchester Ship Canal and the Bridgewater is
closed off at both ends by means of two lock gates. When a boat wanted to cross over, the
aqueduct section is swung across to form a continuation of the Bridgewater Canal and the
gates on the aqueduct and the canal are opened to let our boat across. Then after we have
crossed, the aqueduct is swung back and the Bridgewater Canal is once again closed off.
The rest of the holiday was uneventful but interesting. We got up in a morning when we
wanted, we moved off when we wanted, stopped when we wanted, and because you can’t
cruise all night, we had to moor outside a pub every night, the pubs are well signed on the
map.
So next year try a canal holiday, you’ll be glad you did!
M B PHILLIPS
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MARITIME PRESERVATION IN AUSTRALIA
One of our members has recently visited Australia and tells us that many interesting
projects are under way there. With the editor’s indulgence, we might have a more detailed
article in a later edition of ‘Slabline’. The sample of projects visited includes the iron barge
POLLY WOODSIDE built in Belfast, the beautiful Southern Tasmanian ketch MAY QUEEN
built in 1867 and fully restored except, alas, for a suit of sails. In Launceston, the principal
town of Northern Tasmania, there is to be seen the hull of the mighty ketch DEFENDER,
trouncer of steamships. It is said that a group is planning to restore her. Sailing fishermen
are to be seen, some large like the Bermudan schooner DERWENT HUNTER (“you can save
her for A$300,000! ...”), some small like the restored MATILDA at Port Arthur, some still
working as motor vessels, others awaiting restoration like CASILDA.
In contrast, the last Australian corvette CASTLEMAINE can be seen at Williamstown near
Melbourne. She too is fascinating in a very different way. Finally, mention can be made of
two museums in Hobart, the capital of Tasmania. Both are run by hardworking voluntary
societies. The Tasmanian Transport Museum has a very sizable collection of exhibits mainly
concerned with land transport some of which, we know, would interest at least one of our
members from Lincoln, as at least one of the traction engines derives from that county. The
one exhibit of maritime interest mentioned by our reporter was the engine from a Derwent
rivercraft. The Maritime Museum in Hobart has just moved from cramped quarters at the
back of St George’s Church to Secheron House. The old location had a charm reminiscent of
the Maritime Museum in Hull when it was in Pickering Park. Every way you looked there was
much of interest to be inspected. Models, paintings, newspaper cuttings, log books, items of
gear are all to be found, looked after by society members with real interest in the collection.
There is a great deal being tackled very thoroughly in Australia in the field of maritime
preservation. As you will see from this issue’s cover, the Australians built some beautiful
small ships which have lasted well. Should such questions prove of interest to members, we
can go into more detail in another ‘Slabline’.
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A CASE OF THREE TIMES BAD LUCK

“It is said that bad luck always strikes three times. In my case it did. I was captain of the
Sloop NOBLE of Hull. It was the year 1940 and I had dropped out of the old harbour into
the Hull Roads anchorage ready for the tide to take me to Melton for a cargo of cement.
When the tide came it brought with it a gale of wind on the west. That meant I had to tack
all the way up river. Then the trouble started. On my first tack over to New Holland the
shackle pin broke on my gaff. That meant climbing up the mast to fit another one. That was
a bit awe-inspiring as the ship was rolling and bucking like a scalded cat. However, I got
that secure and got underway again. I arrived at Melton and loaded.
This was where number two nemesis fell. I got out of Melton Creek and, of course, when I
wanted wind there wasn’t any. All of a sudden the weather changed and it came as black as
the ace of spades. It started raining and thundering and lightning. A sudden squall of wind
hit my sails and there was an almighty crack. We were leaping ahead like a greyhound.
With the weather being so black and having my hands full wrestling with the bucking tiller I
didn’t notice at first when a ship came out of the darkness, bearing right down on me. My
heart leapt in my mouth until his lookout suddenly saw me and he altered course. He
missed me by a hair’s breadth.
I had to examine the vessel to see what had caused the crack but could find noting. So,
next tide I went on my way to Doncaster and discharged my cargo. Then I found the
reason for the crack. My lutchet bottom had broken away and I was lucky I didn’t have my
mast and sail blown away. I mended it the best way I could, and made my way back to Hull
to have it repaired properly.
I then had to go to Barton Chemicals for a cargo of burnt ore for Gunness. Then came my
third piece of bad luck. I loaded my cargo and floated off. It was high water when I reached
South Ferriby. I thought rather than let go my anchor on the bottom I would tie up there
with four ropes on. That was my mistake.
My mate and I went to bed. There wasn’t a breath of wind, but then came a howler. I
hadn’t a chance of getting her off as the wind was right on the jetty. She was rolling and
jumping and bashing the jetty and stave in her bilges. I looked out of the cabin hatchway
and the water was over the deck. I said to the mate: “Come on, it’s time we were
abandoning ship.”
So we grabbed our gear and went on deck, as she was just rolling outwards. We waited our
chance and as she lurched inwards we leapt ashore, soaked to the skin. We had just
scrambled ashore when she lurched outward again and stave all her hatches in, and she
sank like a stone.
It was just some good premonition that had told me to wake up and leap ashore. Another
two or three moments and we would have lost our lives. We had to walk three miles to
Barton Station for a train to New Holland, and then take the ferry to Hull.
Reproduced by kind permission of the HULL and EAST YORKSHIRE TIMES
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CUP FINAL ‘78
When we first got AMY, the engine lurked in an oily pit under the afterdeck in the space
previously occupied by the cabin. The engine was a tired three cylinder Lister diesel which
took the appropriate number of grunts and curses to start. Eventually, in the course of
renovation, came the problem of re-instating a proper Sloop’s cabin, so the cognoscenti
decided to out the Lister, flog it, and buy something more reliable or less decrepit.
Duly a heap of ironmongery, referred to in hushed tones as ‘The Gardner Five’ appeared
slouched in the hold, and groups of strong men gathered in worship, muttering things like
“95 horse” and “loads of power” between drags on the fag. So under a mild illusion that I
would soon see something marvellous happening to the heap of engine and sundry parts, I
kept wandering back and forth on other chores. Eventually, when a lot didn’t seem to be
happening, I foolishly remarked to Cyril that it oughtn’t be much to set up and fit the
engine in some sort of engine bed.
So the following night I found myself with Cyril trailing the engine to its new domain at the
rear of the hold. Setting it up on wooden blocks and tack-welding the necessary steel plates
around as an engine cradle was no problem and Roy the wild welder came and glued the
bits together. So with everything hung together we needed an engine grappler to check the
thing over and organise the various bits that fed and exhausted the heap. Now our friend
Barry would do both but, being a motorcycle racing fan and someone’s mechanic as well,
catching him on a weekend was doubtful. But, someone invented the F A Cup – better still
the final – when everybody, for the first time in a normal year sits round the telly with cans
of ale (the other occasion is Christmas afternoon).
So neither of us being bothered about the Cup, over to Ferriby he comes with his boxes of
assorted tools and the staccato language mechanics use. About mid-afternoon Cyril joined
us from work, and he and Barry went through the dieselites’ ritual of loosening everything
on the fuel system and paddling about in the results.
Then followed a brief pantomime of snitching batteries off our vehicles and attempting to
coax the mill into life with a festoon of jump leads and ‘maybe’ connections. The heap
growled and rumbled sullenly, emitting sighs and fumes from various joints in the exhaust
pipe.
At this juncture Rodney Clapson arrived to see how progress had gone, and a technical
conference was held. Mr C departed to fetch his trusty Land Rover and Cyril and I cast
aside the silencer in case it was ‘choking her up’.
With the Land Rover edged precariously over the bank, the jump leads just reached our
Battersea Power Station. Try again with the starter-a-podging spanner across the terminals.
No joy. Lacking the driver’s first resort – a can of Easy Start, Barry used the cowboy’s friend
– a diesely rag burning over the intake.
When she struck up, with a crescendo of revs, the resultant cloud of fumes sent us all
scurrying up to the deck choking and coughing.Sitting on the after rail, we watched the fog
drifting softly across the river while bemused yachtsmen stared and wondered. After a few
minutes the engine settled down and the fog cleared.
We listened to ‘The Gardner’ chuntering merrily away beneath us.
We don’t know which team won the Cup though!
DAVE ROBINSON
SLABLINE
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THE SOCIETY’S COLLECTION OF HISTORIC PHOTOGRAPHS
As many members will be aware, the Society has accumulated an extensive collection of
photographs. Many have been transferred to slides, which have added enormously to the
interest of talks given on behalf of the Society. Amongst the many other tasks he has
accomplished for the Society, Cedric Lodge has made the slides very accessible and has
catalogued them. A good many of the older photographs illustrate all manner of details
which cannot be gone into when a formal talk is given to an audience.
Consequently we have decided to run a series of short articles in ‘Slabline’ related to
particular slides. The first is below:

No.1 - Keel on the Driffield Canal (slide 2A/C2)
The original for the slide came from Mrs J Porter of Beverley and shows the Keel JENNIE
entering Snakeholme Lock, just below Wansford on the Driffield Canal. The swing bridge is,
of course, open and there is a large tree at the left-hand edge of the slide. The Captain is
helping the ship along with a boat hook and his wife stands near the cabin hatch with her
eyes on the camera. A casual glance might suggest that a large topsail has been set but
closer inspection shows that the mainsail has two reefs hauled although on the slide there is
no obvious indication of a strong wind.
We asked Fred Schofield about it and he offered the following information. The Driffield
Canal is neither wide nor deep and even the slightly smaller Driffield Keels could not be
driven too hard without becoming unmanageable. The reason is that there would be little
space round a loaded Keel for water to flow by. If the vessel was even, say, a little to the
starboard side of the channel, water would flow more freely along the port side whilst being
more restricted along the starboard side. Unless speed through the water was low, the
effect would be for the ship to be sucked towards the starboard bank. Those who were
aboard COMRADE on the Foss Dyke some years ago will know what is meant. Although
COMRADE was not deep-loaded, silting meant that there was very little water underneath
her and she was subject to the effect just mentioned.
A Keel such as JENNIE would have probably had an eight-yard mainsail and two reefs would
have reduced the sail area sufficiently. The tree at the left-hand-side of the slide suggests,
perhaps, a copse so that the wind could well have been stronger than appears to be the
case.
On older or smaller Keels, two reefs were quite sufficient for almost all conditions on open
water that a sensible man would consider fit to sail in. However, as Keels grew larger and
set nine-yard mainsails, the wind could be favourable and not over-strong yet, with two
reefs hauled, there could be too much power available for working along a confined
waterway. For this reason, a third reef was introduced. Although power can be reduced by
using the slabline, the flow of air across the sail will be poorer and this could prove
important on sections of the canal where the wind was not so favourable. Because the need
for the third reef was not common, a laceline was used instead of reef-points.
We hope that the above lines indicate some of the interest which is to be derived from
photographs in the Society’s collection.
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AMY IN ‘83
AMY HOWSON’s first sailing trip was not until June because of work being done on the ship.
However, since then we have had nearly a dozen trips with passengers varying from
Sheffield school children to a group of archaeologists and Thames barge enthusiasts to a
party of Doctors.
For most of the sailing dates the summer favoured us and a lot of the passengers gained a
hasty tan, including one schoolteacher in shorts who wisely put cream on his face but sadly
not his legs – the next day he was conspicuous in baggy trousers!
By shifting ballast and altering the rig, Cyril and the crew have got AMY to sail and respond
a lot better during the last few sailings. John Frank told us to try one thing at a time and
progressively the ship (and us) has improved.
Seen as each bit of ballast probably weighs half a hundredweight and requires a bionic
ferret to stow it, we didn’t make any snap decisions!
Some of our members have brought us equipment for the ship, perhaps their modesty
prevents me writing names, but thank you shipmates.
When we have compiled a series of sailing dates for ’84 we will publish them in ‘Slabline’, in
the meantime surely a number of you far-flung members out there can gang up and
present yourselves to COMRADE and AMY HOWSON as ‘The Passengers’? A day out on your
Society’s ship is a bit better than lolling in the armchair before the box or washing the car.
DAVE ROBINSON
As a P S the Sloop’s winter festivities are published elsewhere in ‘Slabline’.

SAILING PROGRAMME FOR 1984
Unfortunately, Tim Dunce is not able to continue with either individual or block bookings on
the Society’s ships. We shall continue to channel all enquiries through a single person,
however. If you would like advance notice of the dates we propose to make available for
sailing on COMRADE or on AMY HOWSON, please write to J Thompson, 218 Victoria
Avenue, Hull, HU5 3DZ (tel. (0482) 441277) enclosing a stamped addressed envelope. The
proposed sailing programme will be prepared after tide-tables become available and should
be ready early in the New Year.
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HUMBER KEEL AND SLOOP PRESERVATION SOCIETY LTD
Price List
Price
£
Humber Keels Greetings Cards -

A collection of historical documents
with colour photograph of COMRADE sailing
on the Fossdyke. 10 cards with envelopes for
Christmas Cards Billy Boy Sloop design by Colin Screeton
5 cards with envelopes
Postcards Four different views of Keels and Sloops
set of four
Pairs of lithographed photographs, A4 size, showing Keel and Sloop
Pairs of posters 19th century advertisements for the sale of
Keels and Billy Boys
Society ties, with Keel motif, in green or maroon
‘Discovering Maritime Museums and Historic Ships’ by M J Stammers
‘Old Ships, Boats and Maritime Museums’ by P Sullivan
‘Yorkshire Waterways’ by Peter L Smith
‘Canals are Great’ – an activity book for young people by Peter L Smith
Ethel and Angela Jane – A brief history of Commercial Carrying
On the Calder and Hebble Navigation
‘Beckside Today’ – by Mary Ingleby
Five Hull Tragedies – by M E Ulyatt: Union Steam Packet Explosion 1837;
The Whaler Diana’s Dramatic Voyage 1866-7; The Dogger Bank
Incident 1904; The R38 Airship Disaster 1921; The Train Disaster 1927
‘Humber Shipping’ – by M E Ulyatt and E W Paget-Tomlinson
‘Whales and Whaling’ by Arthur Credland
‘The Humber’ – by Anthony V Watts
‘Navigable Rivers of East Yorkshire’ – by B F Duckham
• AMY HOWSON – colour photographs. 2 different views
each
• AMY HOWSON – coloured place mats. View off Hull’s Albert Dock each
Six for
• AMY HOWSON – T-shirts
Small (26-28)
• Turks Heads
each
• Large range of Ladybird books
• AMY HOWSON – model lifebelts, mugs, glasses, plates, colouring sets
COMRADE and AMY HOWSON badges
each
Yorkshire Keelman’s Gansey. Knitting leaflet by Mary Wilson
Original Guernseys, pure wool and hand finished. Made in Guernsey
30”

2.00
1.00
0.30
0.15
0.20
0.20
3.00
0.60
1.50
1.00
0.50
0.50
0.20
0.50
2.20
0.90
1.50
0.35
0.40
0.50
2.50
2.75
2.50
0.30
POA
0.10
0.30
9.50

*********
Available from the Sales Officers, Miss H Darby, 13 Middle Garth Drive, South Cave, Brough,
North Humberside and
Mrs F Harrison, 137 Waterside Road, Barton-on-Humber, South Humberside
• Items marked thus only from Mrs Harrison.
POSTAGE
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