SLABLINE

ISSUE 031 | WINTER 1989

Page |1

THE HUMBER KEEL and SLOOP PRESERVATION SOCIETY LIMITED

Registered as a Charity

HONORARY COMMODORE:

Captain F Schofield

CHAIRMAN:

J Hainsworth, Amen Cottage, Church Lane, Ellerker
Tel: North Cave (043-02) 3147

SECRETARY:

D Robinson, 135 Waterside Road, Barton-on-Humber
Tel: Barton (0652) 635288

TREASURER:

G I Jones, 31 Westland Road, Kirkella, HU10 7PH
Tel: Hull (0482) 655708

PRESS OFFICER and
‘SLABLINE’ EDITOR:

M E Ulyatt, 28 Blackthorn Lane, Willerby, HU10 6RD
Tel: Hull (0482) 657200

MEMBERSHIP SECRETARY:

Mrs M Wilson, 55 Sutton House Road, Hull HU8 0NJ
Tel: Hull (0482) 704868

ARCHIVIST:

B Roustoby, 14 Chanterlands Avenue, Hull HU5 3SR
Tel: Hull (0482) 45983

HON. AUDITOR:

Colin Palmer

SALES OFFICERS:

Miss H Darby, 13 Middle Garth Drive, South Cave
Tel: North Cave (043-02) 2511
Mrs F Harrison, 137 Waterside Road,
Barton-on-Humber, South Humberside

THE SOCIETY’S SHIPS:
‘COMRADE’

Humber Keel - Purchased December 1974

Hon Sailing Master:

C S Screeton

Relief Sailing Master:

J W Thompson

‘AMY HOWSON’

Humber Sloop - Purchased March 1976

Hon Sailing Master:

C Harrison

Relief Sailing Master:

D Robinson

SHIPS’ AGENT’s:

AMY HOWSON: D Robinson, Tel: (0652) 635288
COMRADE: J W Thompson, Tel: Hull (0482) 441277

COVER PHOTO:

SLABLINE

By kind permission of the Hull Daily Mail

ISSUE 031 | WINTER 1989

Page |2

CHAIRMAN’S NOTES
Why are we here?
Like most other people, enthusiasts for preserving the past are generally too busy to reflect
to any great extent on the reasons underlying their activities. The more involved you
are,
the less time remains for introspection. Occasionally something happens to prompt a little
meditation or self-analysis. A stimulus recently has come from the making of a television
documentary about the Society (reported on later in this issue), in which questions were
asked which produced same off-the-cuff and hopefully not too misleading answers. Why
should people expend so much of their most precious resource, time, so much effort and so
much money on preserving two ships, and keeping them sailing?
Like most tricky questions, this one has more than one answer. Most people will find
pleasure in the physical excitement of sailing a large vessel in fast-flowing waters. Many will
gain satisfaction in finding an object on which they can lavish craftsmanship, and practise
practical skills. Some will enjoy satisfying their curiosity, or other people's curiosity, about
the past… Everyone will gain from the sense of companionship within an organisation which
enables a diversity of people to forge new friendships, and sustain old ones.
All these elements provide reasons for the existence of the Society, and contribute to its
philosophy. But there is another which should not be discounted. All of us must be aware of
the pace of the changes which have taken place within our own memories, and those of our
recent ancestors. The industrial and technological revolutions have brought about
fundamental transformations in a way of life which had previously persisted for centuries,
indeed for thousands of years. Skills which had been developed and enhanced over the
whole history of the human race have become redundant almost overnight. The way we
grow and prepare our food; the way we make our clothes; the way we build our homes,
send our messages, transport ourselves and our goods, provide our energy: all would have
been incomprehensible to earlier generations. Outside Europe, cultures which had
developed organically since time immemorial have been destroyed or transformed in a
matter of years. Our physical environment is being modified at an unprecedented rate, with
incalculable consequences.
In this context it is hardly surprising that museums have become a growth industry. But an
interest in the past denotes more than just nostalgia. A sense of historical perspective is all
the more essential at a time of rapid development. No navigator can set a course unless he
is aware of his position and has kept a log of his voyage to date. And there is an enormous
risk that, as modernisation takes place, things of value will be thrown onto the scrapheap.
The skills which Fred Schofield sets out in "Humber Keels and Keelmen" would have been
fully comprehensible to his forebears. They did not differ essentially from those used by
the Roman or Viking seamen who traded to Eboracum or Jorvik, or by the men who
brought the stone to build the abbey at Selby or the minster at York. The natural forces of
wind and tide, allied with human experience and muscle, were all that was needed. The
techniques of handling the single square sail of the keel were especially ancient, and in the
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twentieth century almost unique. The tanker barge captain of today, warm and dry in his
wheelhouse, feeling the throb of the diesel engine through his feet as he scans the echo
sounder and the radar screen, still needs to be a seaman, but the nature of his work is so
different as to seem almost unrelated. And the change affects not only the breadwinner but
his family, of whom so many would once have worked beside him, learning the trade at his
orders, eating round the little fireplace in the after cabin, sleeping on the narrow shelves in
the cabin or the fo'c'sle and helping to form the tight-knit communities of the inland sailors.
Conservationists set great store by the preservation of plant species, in gene banks or in the
wild. Perhaps there is a need for "skill banks" too. We should not lightly jettison the
accumulated wisdom and experience of the past, laboriously acquired and handed down. It
is part of our cultural heritage in the same way that the works of writers and thinkers of the
past are part of our intellectual heritage, and we should not assume that it will never be
relevant in the future. A society needs a sense of continuity, and a respect for its past
achievements, if it is not to become rootless or disorientated in an unstable world.
As the HKSPS approaches its twentieth anniversary we can look back with some satisfaction
on what we have achieved. In a small but significant field, history has been brought back to
life, and the torch is being passed on. We are lucky to be able to gain enjoyment from what
we do, and to feel it is worthwhile. That is a fair justification for any amateur activity, and
we need not feel too guilty about the time we give to ours.

ALF WEDGWOOD B.E.M.
To those of us in the Society who knew Alf well, the news of his sudden and untimely death
on September 10th this year was a terrible shock. He had crewed on COMRADE on a
number of occasions and on AMY and was a person who was immediately popular and
made friends easily, friendships that he valued highly. He was a humorous person and
enjoyed life to the full in all the activities in which he was involved. He appeared to extract
about 30 hours of living out of every day.
He was born and bred in Robin Hoods Bay and had been afloat for one reason or another
all his life.
Alf spent 8 years in the Royal Navy and on leaving the service lived briefly in Portsmouth
then Scarborough before returning to Robin Hoods Bay in the mid-fifties. He joined the
auxiliary coastguard and served for 30 years until he retired this year. Never a man to
waste a minute, he ran his own plumbing business, fished with his brother Bill for crabs and
lobsters from "The Bay", was on the local council, a keen amateur photographer and radio
ham. Yet always ready to help anyone.
Anyone who was lucky enough to be in his company on his own territory i.e. "The Bay"
quickly found him to be a fund of local stories and information and a fine seaman.
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Robin Hoods Bay will not be the same without him and I feel sure he will be sadly missed at
the A.G.M.'s.
When COMRADE visited Owston Ferry in 1988 he was the pilot who escorted the crew back
from the pub to the ship on the Friday night and never lost a body, although he had to
support a couple!!
Alf leaves his wife Beryl whom he married in Portsmouth, his son John and daughter Jacqui
and 2 grandchildren.
ANNUAL GENERAL MEETING
The next A.G.M. will be held at the Hope and Anchor Inn, South Ferriby, on Saturday 17
February, starting at the later time of 3 p.m. Full details will be sent out in January.
NORTH SEA RACE
Hull City Council is helping to sponsor a major yacht race next year, from Hull to
Scheveningen. The race will start from Hull Marina at about 6.30 p.m. on Friday 25 May.
We have been approached with the request to make available one or both of our ships as a
floating stage for a programme of shanty singing, and perhaps other entertainments, on the
Thursday evening and during the Friday. The Society's Council has agreed in principle,
subject to satisfactory financial and other arrangements being made.
SHANTY EVENING
Independently of the above, it has been suggested that an enjoyable event for a summer
night might be a Shanty Evening aboard the ships at our South Ferriby mooring. A grassed
area is available close by, and it should be possible to arrange parking space. The idea is to
invite practised performers to take part, hopefully including some of our own members, in
an informal, sing-along atmosphere. We would arrange a bar. An evening in late June or
early July, perhaps on the Friday before a sailing weekend, has been suggested. Plans have
yet to be finalised, but we would welcome help or ideas from any members or their friends
with relevant talent, experience or contacts.

CAN ANY MEMBERS HELP?
Thomas Glew
A letter has been received from Mr. Geoff Glew of 31 Milnthorpe Crescent, Wakefield,
asking for information about an ancestor, Thomas Glew, who was a master mariner and
also a keel and sloop owner. His will, dated 1875, records him as having had shares in a
number of keels and sloops. We should be grateful for any help members can supply.
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We have also received the following letter from Mr. Eric Hutchinson:
Dear Mr. Ulyatt,
I don't know if you will remember me. I came to see you in 1976 shortly after I bought the
Humber Keel JOHN WILLIAM. Sadly, he was destroyed by fire in 1985. I have half rebuilt
him, and this time he will be Chinese Junk Rigged on three masts.
I am seeking information now, on the history of JOHN WILLIAM, and I am corning up
against brick walls everywhere I turn!! According to the Hull Maritime Museum, JOHN
WILLIAM did not exist. He was built under the name of ALFRED!!
I have a copy of an article the Hull Daily Mail published, by JOHN HUMBER at the end of the
year 1983, in which they printed a photograph of JOHN WILLIAM being launched in about
1905 at Warrens Shipyard, Barton on Humber. There was also a photograph of Humber
Keels under sail returning to Alexandra Dock.
Would you be able to find this newspaper and send me a copy of this article, so that I can
send it to the Museum (to Mr. Arthur Credland, Keeper of Maritime History) in order to give
him as much information as I possibly can? The photograph quite clearly shows JOHN
WILLIAM being launched. I got information from Mrs. Blakeborough, who is the daughter of
Mr. Warren, of Warren's Shipyard. I visited her in 1976 at her home in Barton on Humber.
She said that she had sent all the documents belonging to her father's yard to the Hull
Museum, so it must be there somewhere. His yard no. was either 60 or 66, if I recall
correctly.
Any light you can throw on JOHN WILLIAM's early life would be truly appreciated, as I am
writing a book on his life, including our own future plans. Perhaps an article in the "Slabline"
might produce something? There may be one of his old Skippers still alive, who remembers
the boat.
Yours sincerely,
ERIC HUTCHINSON, LCG MIPRE
Port Penryhn, Bangor, North Wales, LL57 4HN

HEDON HAVEN AT THE TURN OF THE CENTURY
One of the main reasons for Hedon's former wealth and prosperity in years gone by was
that a navigable channel namely the River Haven was available for merchants to ply their
wares. And while admiring the new bypass bridge a Liberty Gate, which crosses both the
Burstwick Drain and the site of the old Haven, I wondered if, in years gone by, anyone had
envisaged the Haven being filled in and a road passing over it to bypass the town of Hedon.
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My first introduction to the river was by the way of stories told to me by my father who in
1911 went to live in one of two adjoining cottages which stood about 150 yards west of the
Borough Arms and were demolished in the nineteen sixties. The Borough Arms in those
days consisted of only one half used as a pub and the other half as living accommodation
with a separate entrance on the west side, but this didn't stop a steady trade as keels came
up the Haven to unload their goods. The seamen were glad to call in for refreshments.
Sometimes up to six or seven keels would be unloading at the same time. Coal, lime,
drainage pots, and building materials were the main cargoes which were stacked on the
Haven side ready for local merchants and farmers to pick them up before somebody else
did. In the 1920's my grandfather ran a coal business and when a keel full of coal arrived
my father would be called upon, with other casual labour, to help tip the contents so it
could be turned around and leave on the next high tide. Even up to the nineteen seventies,
a large stack of coal was kept on the Haven side outside the Borough Arms and at closing
time customers were often seen to back up to the stack and fill up their boot before making
the journey home. Opposite the Borough Arms on the Haven bank stood a warehouse
which was used to process animal foodstuff and the building was used by local youngsters
as a diving platform into the river at high tide, as this was where most of them learned to
swim. The river also had its darker side and in 1922 it came over the top and deposited
most of my grandfather's garden into the Burstwick drain. As well as this, Sheriff Highway
was flooded up to a depth of two feet right up to the Rose and Crown Public House which
stood on the south west corner of Hedon crossroads. While watching a J.C.B. digging out a
new ditch on the bypass my thoughts turned to Joe Johnson who, with a metal toed
wooden spade, had the job of keeping a certain area of the river clear of silt, so the keels
could turn round for the return journey. How long would it have taken him to shift with his
wooden spade what a digger could shift in a couple of hours - days, weeks? Or was it as
one local told him as he came out of the Haven after a hard day, "You fetch more out on
your boots than you throw out with your spade".
DALE I SMITH
[Reprinted by kind permission of Mr. Smith and of the Holderness Gazette]

COVER PHOTOGRAPH
As noted inside the cover, the Hull Daily Mail have kindly allowed us to use their photo of
the Sobriety Project's sailing vessel. Head Miss Chris Moffatt and teacher Peter Rawson lead
the party for a trip of four days on the Humber.
Below, Dave Robinson fills in some of the detail involved in the conversion of a derelict
lightship into a replica of an important local style of ship.
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AUDREY - THE SOBRIETY PROJECT'S BILLY BOY
Every now and again over the years this Society has discussed the possibilities of acquiring,
restoring and sailing one of the few remaining Billy boy hulls which are littered about the
British Isles. Common sense and lack of cash, however, have kept us away from that
particular folly.
The fact remained that sooner or later someone would have the money and opportunity to
create a Billy boy in this area (there are several already around the coast MYSTIC and
rigged motor barges such as Leicester Trader). So along comes Bob Watson of the Sobriety
Project enthusing about re-rigging former Keel SOBRIETY, until Colin and Jim had a look at
her and pointed out the difficulties of converting back a custom-built floating dormitory and
finding a crew to sail it as a Keel. Determined to have a sailing barge, Watson approached
the Sloop part of the Society which involved myself. Naturally I said ""Billy boy"" for two
reasons, there wasn't one and it would check, albeit temporarily, the Society's fervour.
Consequently several hulls including SAIRA and BRILLIANT STAR were trailed into the
scene. For various reasons none was suitable.
At the end of 1985 my employers went into liquidation and I was out of a job which looked
like being a permanent state. However, during 1986 Watson was still talking sailing barges
and Colin Screeton suggested the derelict Whitton lightship laid at Beverley as a suitable
hull.
Even a cursory glance showed that here was the necessary hull so I agreed to go over to
Beverley and prepare it for a survey in Alan Gillyon's dry dock, just through the lock.
During the later summer months of 1986 Mary and I would drive over after her milk round
or on a Sunday and make a start on clearing the masses of metalwork and barge bric-abrac chucked on the deck and stowed below in the compartments. This nearly modified one
of Mary's fingers forever when she trapped it between a weighty gearbox she was shifting
and a ringbolt on the deck, quietest and palest she's been for years. After that she never
called it an ordinary ringbolt.
As seen, the hull was 60 feet long, about 16 feet wide and about 7 feet from the bilge to
the deck frames centre of the hull. Built by Watsons of Gainsborough for the Humber
Conservancy Board under Lloyds Surveillance in 1915, it has bulwarks all round, a wooden
deck and was divided by bulkheads into 5 compartments. A 3-foot wide steel tower tube
from the keelson carried the lantern amidships with a platform walkway around the top and
heavy staywires to ringbolts through the deck. A giant horizontal windlass was mounted
forward. On station 2 men lived aboard in a cabin below decks aft.
After pumping 3-foot of rainwater out and hauling some of the junk ashore we were ready
for dry-docking.

SLABLINE

ISSUE 031 | WINTER 1989

Page |8

One evening found Cyril, Floss, Me, Mary, Colin, Eileen and Richard manoeuvring UPPER
WHITTON through the lock and into Beverley Beck under the suspicious eyes of the
lockkeeper and his wife. Next morning Alan Gillyon, Cyril and myself dry-docked the hulk
ready for the surveyor's attentions.
Whilst in the dock B.W. found me an assistant, Tony Catchpole, one of the Project's
skippers. He and I spent many cheery days mucking out, chipping and painting and
dismantling surplus gear. Alan burnt off and removed most of the tower and the two giant
cast iron hosepipes which the anchor chain had run through.
On New Year's Even 1986, John Dean, her former owner dropped her down with the tide to
Hull Old Harbour and a day or two later towed her to Goole, firing her into Ocean Lock to
be towed by one of the small tenders to a berth under no. 3 coal hoist.
By then I was employed by the Manpower Services Commission together with 12 others to
work on the building of the intended sailing barge. As the saying goes, I could have done
without it but beggars can't choose, especially their workmates. I had no doubts that the
hull would carry masts and sails and SAIL nor had I any qualms about the fitting of stern
gear and engine to her but I had no idea that the workforce would contain some of the
local dross and one or two of the most awful bigoted yobs I have ever had the sheer
misfortune and bad foresight to have to try to cope with. The truth is I could not cope,
most of the time I merely floundered along trying to do the job I wanted to do and struggle
to make something in spite of the reluctance and sheer bloody-mindedness of some of
those characters I was lumbered with. I still cannot understand the mentality of some of
them and I certainly couldn't grasp how they could lose, destroy, steal and waste so much
in the way of tools, paint, equipment, clothing, boots and other person's belongings without
any second thoughts or conscience. These were almost intelligent people, few of whom had
had a raw deal in life - one came to work in a Rover 2000 no less. However that was my
problem, fortunately I had one or two fellow-minded lads to fall back on and one or two
days we actually got some work done.
The first task was to completely gut the hull identify the work to be done to make the hull
seaworthy and prepare it for the masts, rigging and the accommodation for the passengers
who would be all types of people some of whom would be in wheelchairs or otherwise
encumbered.
Bob Watson meanwhile was busily engaged in organising and ordering the multitudes of
things required to create an auxiliary-engined ketch carrying up to 12 passengers and 3
crew.
Anybody who asks what engine would be suitable is told 40 or 50 horse and comes up with
a new, off the line marinised Ford 6-cylinder 118 horsepower mill can't be that bad! And the
T.S.B. generously sponsored it, and the stern tube shaft and propeller.
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During the first few months of 1987 the entire hull interior was turfed out, doorways cut
through the middle two bulkheads and the deck completely removed and junked.
Unfortunately it was not possible to save any of it so we acquired seven tons of pitch pine
to replace it. (Saltend jetty what was, sawn into 3 x 15 inch slabs umpteen feet long.)
Bob arrived one day with the name AUDREY for our vessel. Audrey Stritt being on the
Sobriety Committee and me saying ships were often named after females. Bit of a relief
really seen as some pratt had suggested SPIRIT OF HUMBERSIDE, makes one rest yer head
in yer hands doesn't it. I can imagine some of the humourists making something of that.
The name AUDREY is welded on in three places now.
Once on the keel blocks in Goole's No. 1 drydock in the spring the hull was shot blasted and
given a coat of red oxide after a couple of plates had been doubled on the advice of Mr.
Lister of Whittakers who ultra soniced the steelwork for us. The stern tube and propeller
supplied by Woodwards of Hull were welded into the stern by an ex-shipyard's welder and
his understudy when they had welded on a false stern post for me. I had had a look at
other hulls that had been propellered and I think that a sternpost to accommodate the
propeller gives a better run and saves an awkward job cutting and shutting the stern plates.
Look at AMY HOWSON's set up if you doubt me, must have been a struggle for the platers
and riveters.
Watson had written to the Earl of Yarborough, begging trees suitable for our mast and
spars. So during the previous month to dry-docking I'd been over to Brocklesby to see Mike
Gardiner and his tree fellers (that makes four, ho ho) load the timber onto one of Kitchen's
Lorries for transportation to Goole.
At Goole, in a rainstorm of course, the port's giant diesel forklift and one of the jobs
"lacemaking and reading to old ladies" lads unloaded the future masts and spars into shed
35. A morning's work dismissed with a few biro words!
Out of the dry-dock, once more under the coal hoist I had the help of a Docks Board mobile
crane to lower the engine gearbox unit onto wooden blocks and wedges in the engine
room. Making up engine plates and such was no problem.
The M.S.C. JOlner had already worked on the masts and booms and gaffs, now he turned
his skills to cutting plates for the deck and making a fuel oil tank. While Norman got on with
the deck, I cut and got ready the two mast lutchets and ordered two hefty pipes from the
shipyard to weld in as supports, keelson to deck frame.
A new rudder was made and hung on new pintles. A copy of AMY HOWSON's but a bit
longer. Audrey is steered by wheel, the gypsy chains being led through tubes in the engine
room to a quadrant on the rudder head. The spare tiller is a pipe and plate job weighing
about a hundredweight!
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During 1988 it became possible to step the masts and fit the gaffs and boom. Cyril of
course was in charge of the rigging. Bob had borrowed a set of tirfors for upending the
mast, so with all manpower mustered, the main mast and mizzen were stepped and
temporary shrouds made up. Jimmy Lawrence the Brightlingsea sailmaker and his rigger
George came along and they, Cyril and I confirmed the standing rigging.
While the rigging was being made Norman Garner the M.S.C. joiner who had made the
masts and steel deck joined the Projects Joiner Ted Pinder in preparing and laying the pitch
pine deck. Each plank is about 5" wide by 2½” thick bolted to the frames, caulked with
cotton and sealed with life seal, a patent caulking compound. Luckily by this time we had
several good men working on the scheme so work was getting easier.
Our ace welder Derek Heeson and his mate Pete were quite happy like Norman and Ted to
turn their hands to any job.
The accommodation work was in the care of Derek Stocks and Jeff Vance and various
assistants so we now had a forward lounge, two four man cabins amidships with a central
corridor and lift, bathroom, toilets and crews quarters aft. In the peak compartment were
the water tanks, pumps, central heating unit and Eberstracher hot air blower. The aft
compartment is of course the engine room housing the bank of domestic batteries, fuel
tank and tools.
There are two access companionways on deck, the lift cover and two sets of skylights. This
still leaves space for wheelchairs and passengers.
The sails were delivered in the autumn of ‘88 and are superbly made of Durodon, a
synthetic flax, and are marvellous to work. If ever AMY HOWSON needs a new suit I know
where we'll go for them. The topsail still has to be bent as I made a goof with the topmast,
which meant Jimmy couldn't measure for it last year.
AUDREY has been in business since last October ‘88 and allowing for the numerous
shakedown disasters we've had with the domestic side and my fitting the wrong fuel lines
on the engine (that's another yarn). She sails well and motors better than I could have
wished for. The leeboards need a bit of adjusting but this winter will see them righted - the
damn things try to float!
Tony Catchpole is on the
Atkinson came along to
another sailor with Mark
sailing AUDREY. I think
though!

crew strength and in the beginning I insisted that Cyril and Charlie
make sure I didn't wreck her too soon, the project has gained
Peacock who, although a yacht instructor, has turned his hand to
he wishes there were a few more AUDREY's so he could race

DAVE ROBINSON
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AUDREY auxilliary Gaff Ketch Billy Boy
Hull built 1915 by Watsons of Gainsborough
Converted from Lightship by M.S.C. labour under the Sobriety Project Banner
Hull 61'0 long 16'0 beam 7'0 moulded
Engine 118 bhp Listerford. PRM hydraulic gearbox 3-to-1 driving a 30" three-bladed
propeller
Mainmast 42'0 high 10" at mast hoops
Topmast 18'0 above mainmast - which means a big topsail
Mizzenmast 32'0 tall
Bowsprit 16'0 outboard
Approximately 1600 square feet of sail - less than AMY HOWSON unless I've done the sums
wrong - which I probably have.
The hull has keels 1' 0 deep 40' 0 long riveted at the turn of the bilge which seems to help
her straight line performance under power.
Leeboards are fitted and necessary when sailing and she performs best with jib, foresail and
mainsail. The mizzen helps and no doubt the topsail will when we get it on.

SAILING AUDREY
During the building and rigging of AUDREY various people who were in charge of our future
passengers came up with various suggestions, chiefly concerning keeping their charges
busy whilst sailing. So as time was wearing on and I hadn't yet made any crab-rollers which
billy boys would traditionally have had, Cyril suggested pin rails and belaying pins. Roy
Smith machined up some belaying pins from wood supplied by Bob Watson and Ted made
up four pitch pine pin rails and fitted them to brackets I'd welded to the bulwark stanchions.
Of course Jimmy Lawrence arrived at Goole expected to fit wire halyards to crab winches
and ended up splicing rope halyards for us. As a bit of interest I have sat here and tried to
mentally tot up the total of blocks, single and double, required aboard and I've given over.
The bowsprit is hauled out with a tackle rigged between the bowsprit heel band and the
stanchion on the bowsprit rollers in front of the forward roller. Once out, a bottle screw is
hooked on from the heelband to the stanchion by a slip hook. The two bowsprit side
shrouds are preset on lanyards, the bobstay chain is hauled tight by a set of blocks hung off
the cranse iron (the metal hoop on the bowsprit end) (the end of the bobstay chain is
shackled to a bracket on the stem post waterline).
The topmast forestay runs through a block on the cranse iron back to the bow and is
tensioned by a set of blocks hung on an eyebolt on the bulwarks. The bottle screw can be
tightened accordingly. Mostly we nip it up first then set the bobstay and topmast stay after.
The topmast stem head forestay is undone and fastened beside the mast out of the way.
The foresail is hoist by shackling the head to its block, hooking the tack to a hook and chain
on the stempost and heaving up on the halyard which is made fast by its end to the mast,
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passes through a block shackled to the sailhead, back up to a block the other side of the
mast and down to the deck. Made fast to the second pin on the rail portside.
The jib head is pulled out its bag and shackled to its block, the tack is walked forward and
hooked on to the outhaul on the bowsprit. Because we work from the portside the
starboard jib sheet is found and led round the forestay, outside the starboard bulwarks,
through a wooden bullseye, inside the bulwarks and a stopper knot is tied on the end. The
portside jib sheet is led over the port bulwarks, back through the bullseye and a stopper
knot put on. The jib is partly hoist then the tack is hauled out by the outhaul and made fast.
The jib is then hauled right up and the halyard made fast on the first belaying pin portside.
The jib is then hardened up by hauling on the starboard halyard which is on a double block
and made fast on the forward starboard pin. The leeside jib sheet is made fast to a cleat
and the weatherside sheet pulled in tidy onto its cleat.
Meanwhile the sail ties have been slipped off the mainsail and cast tidily to the deck,
someone is set on to pay out and control the peak line, hands are detailed to the gaff
halyard third pin portside and the main or throat halyard third pin starboard. Mainsail hoist,
leeboard dropped halyards made fast. The fourth pin starboard is the topping lift. The
mizzen sail is relieved of its ties and allowed to fall clear of the helmsperson. Hands are
detailed to the gaff halyard and throat halyard starboard and port respectively. A hand is
detailed to keep the peak line and sheet in board clear of the steering gear and propeller.
With a group of well-instructed passengers the sails are wafted up quicker than it's taken to
write this piece. However when just the crew have it all to do, it takes a bit longer.
AUDREY is now sailing, the engine is stopped a helmsperson is at the wheel. A competent
passenger is shown how to deal with the jib sheets. Another the bowline. Usually a
crewman handles the mainsheet. The mizzen looks after itself.
If the wind strength is only about force 2-3 the sails, once set up on a particular tack, are
left alone and AUDREY will steer herself with no attention to the wheel. At higher wind
strengths she will tend eventually to point up into the wind and stop herself so an
occasional twitch of the wheel is necessary. Running is as boring with AUDREY as it is with
any fore and aft rig without spinnakers or a square sail to liven the job up.
When the time comes to down sails there are various ways we do this. One way is to drop
the main and make it up quickly on the gaff with sail ties and lashings. Then the jib is
hauled in and lowered back into its bag tidily. This leaves AUDREY sailing on foresail and
mizzen.
The bowsprit tackle is now rigged from the heelband to a handy place about four feet
behind the mast, the slip ring is knocked off the bottle screw hook and the bowsprit hauled
smartly inboard. Rollers ensure that it shoots in quite rapidly. A wooden skid and block stop
the heel entering the skylight and the cranse iron being wrenched off.
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The foresail is then dropped to the deck and the mizzen lowered and rolled up and tied
quickly to the gaff while the foresail is made up.
Obviously if circumstances hasten the proceedings the order of sail lowerings is different.
Occasionally we end up with the jib bundled in a heap on the foredeck, the foresail lashed
to the foreroller with a few bits of handy, the main trussed with the gaff and boom lowered
onto the deck and the mizzen taffled up by the peak line, hoist clear of the helmsman.
Just thought you might want to know.
DAVE ROBINSON

COMRADES
In the middle of summer, approaches were made to the Society by a T.V. producer called
Dave Beresford, who wanted to make a documentary about Keels. He had, it seemed,
wanted to make a programme about the Humber for quite some time and then acquired a
copy of Fred Schofield's book "Humber Keels and Keelmen" and decided that this was the
subject for him. Discussions took place within the Society regarding the availability of
COMRADE and the difficulties of crewing her during a working week (we all have a living to
earn). The problems didn't seem insurmountable so a meeting was arranged between Mr.
Beresford and members of the Society. His plan was to film COMRADE sailing away from
Goole at two points on the Ouse, leaving the Ouse at Trent Falls, sailing under the Humber
Bridge, off Hull and then apparently sailing into Grimsby. A helicopter was to be involved
and two camera crews (all high pressure stuff this). Dates were fixed, September 18th,
19th and 20th immediately following a sailing weekend, and a crew got together, not chosen
for their looks, the men that is, we had a lady in the crew who is an experienced
yachtsman, sorry, yachtswoman in her own right. After a mediocre sailing weekend
COMRADE left Ferriby Sluice lock at 0630 hrs on a breezy overcast Monday morning and
motored up to Goole arriving at 0905 hrs. Entering Ocean lock COMRADE was bunkered at
the Sobriety Project's Centre before returning to the Aldon dock and mooring opposite the
spritsail barge WILL.
During the afternoon, filming took place aboard COMRADE of the Commodore talking about
his life on the keels. Some shots of the ship moored to the quay with smoke coming out of
the cabin chimney (produced by pouring diesel oil onto cotton waste on the cabin fire and
then sprinkling water on it before it could catch fire) ended the afternoon's filming.
Tuesday morning arrived with a force 5 from the SW, which meant that we would be limited
to the mainsail when the filming took place. Leaving the Ocean lock COMRADE motored up
river with the flood tide to the Victoria lock where she was moored until the tide eased. In
due course the helicopter arrived and landed on the riverbank opposite the lock and the
camera set up. Camera two was set up on the Victoria pier ready to film COMRADE sailing
out of the lock. The tide eased rapidly, the wind freshened, and as the wind was blowing
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straight out of the lock, the mainsail was set. The ship strained at her stern rope making it
so tight that it was possible to stand on it without making any impression. The TV man said
"Go" and the stern rope was slipped. COMRADE carne out of the lock like the proverbial rat
up a drainpipe, gathering way rapidly as the crew went frantically into action. The two on
the foredeck sweated to get the starboard tack down and haul the bowline tight. The
sheetman aft put all his weight on the roller to sheet the sail home and the man on the
braces strained and grunted to haul the yard fore and aft.
The west bank approached disturbingly quickly and as the ship was brought as close to the
wind as possible, the tiller was slammed down to leeward and COMRADE flew up into the
wind, her head in the slack water with the last of the flood tide pushing her stern round. A
roar of chain signalled the starboard leeboard going down, orders shouted from aft, tack
chains flailing, sheet rollers rattling, the mainsail flogging and thundering as the ship spun
on her leeboard and bore away on the port tack. The crew working like men (and woman)
possessed brought order where chaos had reigned and the Victoria lock seemed to leap
towards the ship. In the last few seconds as the crew gained control. "Stand by!!!" was
shouted from the after deck and with only yards to spare COMRADE again flew up into the
wind and bore away on the starboard tack towards the west bank. This time instead of
staying, the ship was put before the wind and the mainsail lowered, the engine was started
and course made back to the Victoria lock under power.
The whole sequence was repeated after picking up the camera crew, but as the ebb was
now running the ship commenced to tack down river until Swinefleet Rack was reached
where the wind was brought onto the starboard beam. It now became possible to sail on
down the Ouse, our progress being filmed at two places after which the aircraft landed at
Blacktoft jetty and sandwiches were passed ashore for the pilot and cameraman.
Following a very brief stop at the jetty COMRADE was soon under way, still with only the
mainsail set, and heading for Trent Falls. Between Blacktoft jetty and the Apex beacon
some spectacular flying was performed by the helicopter with the cameraman hanging out
of the door, on one occasion the aircraft flew towards the ship at about 60 knots with its
skids 8 feet above the water and at the last moment going up like a lift. This was somewhat
disconcerting for the two crew members on the foredeck who were facing aft and had not
seen the chopper coming!!!
Further filming took place as progress was made down the Humber partly under power and
partly under sail, including filmed interviews of the crew members, some of the interviewing
taking place when the ship was at anchor off Hessle. The wind had freshened a lot during
the day and by late afternoon it had become a cold blustery day. The day ended with the
TV crew being put ashore at the Admirals steps in Hull and COMRADE motoring back to
Ferriby Sluice for the night.
Wednesday dawned with a VTS forecast of gale force winds although at first light the wind
strength was well below this forecast. After much deliberation and bank walking the
decision was made to cancel sailing for the day. This required telephoning the TV people to
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put them in the picture and a three way chat with VTS and the support vessel in Hull Marina
to alert him of the decision, this had to be done by means of the ship's radio and it had to
be three way as the support vessel's aerial was not high enough to receive our
transmissions direct.
As the morning progressed the TV crew arrived and after much discussion with the ship's
crew further filming was done of "cut aways" and "close ups", the crew doing their best to
act as if the vessel was sailing out in the river in half a gale of wind, when in actual fact she
was tied up in the river Ancholme. By lunchtime the wind was blowing a full gale from the
south, which at least justified the decision not to sail, and as the filming aboard was
complete all except one crew member returned to Hull with the film crew. Additional filming
took place at the skipper's house although there were no witnesses to the tall stories that
were probably told there!!! The day's final filming was done at the home of the chairman,
no tall stories there, and the skipper was given a lift back across the river by a pleasant
young lady who had a phobia about suspension bridges particularly in high winds. The wind
at the time was about force 7 gusting 8 and she proved to have the finest set of white
knuckles ever to grace a steering wheel. Once over the bridge she reverted to her normal
charming self and delivered her passenger safe and sound back to COMRADE to find the
"watchman" still trying to mend his "lilo" in the hold.
Thursday morning arrived with a flat calm, a paddy's hurricane to quote the Commodore, so
COMRADE left Ferriby sluice lock under power and headed for the Humber Bridge followed
by a smaller support vessel containing the film crew and a rapidly overheating engine.
Overhauling the keel the smaller craft continued on to the bridge with one of her crew of
two pouring buckets of water into the engine. Landing at the bridge the producer who by
this time was steaming nearly as much as the boat's red hot "mangle" helped the camera
crew set up their equipment and waited for the star of the film to sail under the longest
single span in the world. This was achieved with the engine going full chat to push her
against the flood tide with sails hanging limply from the yards. The producer assured us
that it would look good on the screen. Repeating this a couple of times seemed to satisfy
everyone and as it was now almost high water COMRADE's bow was pointed up river and
the wind started to blow from the SW, the ship was now really sailing and she was put
through her paces for about three quarters of an hour until everyone was delighted with the
material, the producer, the cameraman, the sound man and the crew, it was all "in the
can". The wind freshened rapidly and with the full mainsail set close hauled on the port
tack, COMRADE went back to Ferriby sluice over the ebb as if a cargo depended on it. It
had been interesting, enjoyable, most of it, informative in all sorts of ways, and hopefully
good for the society. The TV crew were easy to get along with, understanding about sailing
ships and weather and humorous. Dave Beresford the producer looking for a title for the
programme said that the only one possible seemed to be "COMRADES".
Hopefully the programme will be screened early in the New Year on Yorkshire Television.
"DEADEYES"
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BEATING THE SEA
Scientists may have found a way to beat the erosion of the sea on the Holderness Coast. If
they can find the money to test their idea and it works Holderness could become the world
focus for sea defence schemes provided the cash is also available to develop it, Holderness
Coast Protection Manager, Mr. T. Kilpatrick, told 50 members of a public meeting held in
Withernsea last Monday night. In a two-hour session, which enthralled residents at a
packed public meeting in Withernsea's Council Chamber, he explained his dream.
The Coastal Protection Scheme gained momentum as early as 1983 in a combined
operation of Humberside County and Holderness Borough Councils, together with East
Yorkshire which had suggested it but later pulled out. It is understood that Humberside
were so impressed with the imaginative concept that it immediately took up the East
Yorkshire share of the budget.
"The trouble was that we did not know what was going on", said Mr. Kilpatrick. "The truth
of the matter is that the Holderness coastline has not much altered over the centuries,
except that it has receded with some 28 villages lost to the sea and others currently
threatened". But the shape of the coastline remains constant, suggesting that the activity
of the sea through the centuries has been much the same.
The difficulty was of copying with an erosion of about two metres a year in face of heavy
costs and so his team turned to Manchester University for research and enquiry, drawing
together all that was known from books and records about the Holderness Coast.
It was discovered that at the same time as the coast was eroding in thin shavings there was
a corresponding shaving under the sea. The beach-making material of sand and pebbles
was being washed away leaving the sea free to get at the clay underneath and tear it apart.
It was no use going for 'Hard' protection of concrete walls because the force of the sea
undermined these and in any case the cash wasn't there.
But it had been discovered that about 1,000 metres out there was a hard shoal which
seemed fairly constant and the team went on 'a search and find mission' to see what
advantage could be taken of this. This led to the idea of using stone waste from coal mining
to form artificial reefs about 1,000 metres out from the coast to alter the pattern of sea
activity and to build up the beaches.
"You cannot imagine the enormity of the task," said Mr. Kilpatrick. "If you can imagine four
large trucks carrying 15 cubic metres of minestone, nose to tail for 1,000 miles, all
disappearing into the North Sea ... that is the scale of it." But he reckoned it was a better
bet than putting up a wall which was erected on 'squidge' which only meant that the
seabed deepened.
"If it doesn't work," he said, "we can give you 80 years warning so you can plan to move
back 250 to 300 metres." But his team will only be able to test accurately what will happen
once it has had a trial run to test the computer mathematics ... work which could not have
been done five years ago because no computer was powerful enough. Those they had were
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working flat out to get the present results which, with other researches had already cost
£15,000.
Those present watched fascinated as Mr. Kilpatrick sketched out what they now knew of the
movement of the shifting sand which in its finest form drifts out to the sea at the southern
part of the coast "contrary to what we had always thought," he said.
The scheme is expected to benefit Hornsea and Withernsea and adjoining villages and
farmlands down the coast right down to Kilnsea.
The plan in its final development is for a chain of banks under the sea as far as Kilnsea
about 1,000 metres offshore. Each would be a half to three-quarters of a mile long, 200300 metres wide and about 20 feet deep. The effect on the beach would be a series of little
cusps (or bays) into which sand would build up and the claim is that as long as the banks
are out there in the sea the erosion will stop. "It is what we call a soft defence system and
we think it will work," he said.
The next step is for a £1.1 million small trial project to test the theory in practice. Alongside
that will be environmental studies to see what is going on under the sea at the designated
points. Is it, for instance, a barren habitat - an undersea desert - or is it populated with
flora and fauna which would not be able to exist in the new conditions? Fishermen were
amongst those present concerned about this aspect of the matter.
The most likely estimate of costs was for £200 million over 20 years, £10 million a year. Mr.
Kilpatrick thought half of this might well come from the Coal Board, grateful for a place to
deposit its waste. He did not care for the wording 'dump' because the reefs would have to
be carefully laid according to the engineering design plan.
The remaining £5 million a year might well come from the Government. "Such a sum
annually is peanuts to a Government," he said, "particularly as we are all getting
environmental conscious. New pits will be needed and there is always a problem with waste
disposal at pits."
Some members of the audience were worried that coal dusty stones would sully the sea.
But Mr. Kilpatrick said that this was no worse that the clay which was already being taken
out. At least it was not sewage which had lately plagued the Town Council, another person
commented. That prompted a further enquiry as to whether the banks or reefs would form
a barrier against sewage passing out to sea.
"Well, there are ways round that," said Mr. Kilpatrick. On that note the Mayor of
Withernsea, Cllr. G. Hodgson, thanked him for his fascinating and instructive presentation,
to loud applause.
[Reprinted by kind permission of the Holderness Gazette]
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NEW POWERBOAT EVENT ON THE HUMBER
Hull, currently one of the most dramatically changing and developing cities in Britain, is to
host the first ever large scale Powerboat Championship to be held on Britain's east coast.
The event will take place on 28-29 July 1990, on the Humber Estuary where powerboats
have not previously been allowed to compete before, due to the high volume of commercial
traffic that is usually in the estuary. However, security difficulties have now been overcome
and residents and visitors alike can look forward to a major midsummer spectacle, which
will be visible from both banks of the river.
The event will be one of five to be staged as a national Grand Prix series by the United
Kingdom Offshore Boating Association (UKOBA) on behalf of the Princes Youth Business
Trust which was established by the Prince of Wales to help young people, many of them
unemployed, to start their own businesses. Other venues in the series are Swansea,
London, Bournemouth and Southampton.
The 'Humber '90' race, as it will be called, is being sponsored by Hull City Council and
Humberside County Council and commercial sponsors are also being sought by the Trust to
help their business creation programme.
The race fleet of up to 60 craft will assemble in Hull on Saturday, 28 July. Preparation of the
boats and scrutineering will take place at Hull Marina where the facilities have been
described by UKOBA as 'second to none'.
On the following day the racing will take place, starting and finishing opposite Hull Marina.
It will follow two laps of the circuit totaling some 120 miles in length. Four classes of
powerboat will participate, ranging from 16ft length craft with 95HP engines to the
mammoth 40ft length which have engines of 240HP.
Don Chester, Hull City Council spokesman says "these are exciting times for the City which,
after many years of endeavour is now blossoming into one of the most vibrant and rapidly
developing waterfront cities in Europe. Year by year we are introducing new attractions and
events for tourists and the market is responding. The Powerboat Grand Prix may attract
100,000 spectators who will find much to enjoy here before and after the racing."
More information:

Don Chester, Public Relations Officer
Tel. (0482) 222608
Peter Bloomfield
UKOBA
Tel. (0202) 298555
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S.S. GREAT BRITAIN
The S.S. GREAT BRITAIN was built in Bristol and launched on 19 July 1843. She was the
first propeller-driven, ocean-going, iron ship in history. Designed by I. K. Brunel, she had a
varied active life of 43 years, both as a liner and cargo vessel. Her first voyages were to
America. Then, for some 25 years she carried thousands of passengers to Australia; these
voyages to Australia were interrupted twice when she become a troopship in the Crimean
War and the Indian Mutiny. After putting into the Falkland Islands in 1886, the ship lay as a
storage hulk in Port Stanley for 50 years.
In 1970 millions of people in the country and all over the world were fascinated and thrilled
by the salvage from the Falkland Islands of the hull of Brunel's S.S. GREAT BRITAIN. In a
message of good wishes, HRH Prince Philip described her as representing "a vital stage" in
the transition from sail to steam, "the most profound in thousands of years of maritime
history". Since July 1970 work on preservation and restoration has been steadily going
forward in the dock in which she was originally built in the hands of the group responsible
for the salvage now incorporated as a company, S.S. Great Britain Project Ltd., and
registered as a charity, number 262158.
Restoration Aims
These are to restore the exterior of Brunel’s ship to its original appearance in 1843.
Sufficient of the interior will be restored to enable the visitor to visualise what life was like
on board this famous Victorian liner, and to demonstrate the main technical features such
as the mammoth engine.
Progress
The process of cleaning and preservation work occupied many months before the task of
restoring the ship could begin. Now the weatherdeck is complete and visitors are able to
move more freely, the re-creation of the interior, including a replica of the engine is
beginning. Meanwhile the various features of the exterior continue to be added so that
today five masts and yardarms with the funnel, tower above the dockside buildings; a
replica of the original six-bladed propeller is in position beneath the stern gallery and the
new bowsprit stands out above the figurehead and trailboards.
The S.S. GREAT BRITAIN is open daily from 10 a.m. to 5 p.m. during the winter at the
Great Western Dock, Gas Ferry Road, off Cumberland Road, Bristol (entrance via The
Maritime Heritage Centre).
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PROPOSED SAILING PROGRAMME FOR COMRADE IN 1990
The following dates have been suggested as sailing dates for COMRADE in 1990:
Date

H.W. at Hull

Date

H.W. at Hull

Saturday May 12th
Sunday May 13th

0827
0857

Saturday July 21st
Sunday July 22nd

0618
0702

Saturday May 26th
Sunday May 27th

0810
0855

Saturday August 25th
Sunday August 26th

0950
1023

Saturday June 9th
Sunday June 10th

0735
0808

Saturday September 8th
Sunday September 9th

0857
0938

Saturday June 23rd
Sunday June 24th

0710
0758

Saturday September 22nd
Sunday September 23rd

0847
0917

Saturday July 7th
Sunday July 8th

0642
0717

Saturday October 6th
Sunday October 7th

0755
0836

Note: (1) All tide times are British Summer Time.
(2) Sailing trips normally leave Ferriby Sluice.
(3) Members wishing to make bookings of places must confirm them with
J. Thompson (Tel. 0482-441277).
(4) All sailings are subject to weather and the tide permitting. The Society reserves
the right to cancel any sailing on the advice of the Sailing Masters.
__________
Members wishing to book trips on AMY HOWSON should make enquiries to D. Robinson
(Tel. 0652-635288).
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