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FAREWELL	2016	
	
We	trust	all	members	and	friends	had	a	pleasant	
and	fulfilling	Christmas	and	an	enjoyable	New	
Year,	and	we	wish	you	a	prosperous	2017.	
	
Last	year	ended	for	FWWA	and	the	WBC	with	
two	auspicious	and	most	enjoyable	events.	
On	Monday	5th	December	we	welcomed	our	boat	
building	friends	from	Holland	to	the	Wooden	
Boat	centre,	with	the	delivery	of	the	materials	for	
the	Dutch	designed	vessel	to	be	built	for	the	
Wooden	Boat	Festival	in	February.		
	

	
	
The	hydro-wood	arriving	aboard	Dave	Goulding’s		
Kerrawtn	in	front	of	an	excited	an	distinguished	

crowd.	
	

With	sun	shining,	geraniums	in	pots	and	red,	
white	and	blue	bunting	gently	flapping	in	the	
breeze,	along	with	several	couples	in	traditional	
Dutch	costumes	the	colourful	scene	was	set	for	
the	occasion.	Following	the	main	events,	a	
delightful	lunch	was	served	at	the	LBT.	

	
	

Anne	Holst	addressing	the	gathered	crowd,	with	
HVC	Commissioner,	Adriana	Taylor,	and	St	Nicolas	

looking	on.	
	

AN	END	OF	YEAR	‘THANK	YOU’		
FROM	THE	COMMITTEE	OF	FWWA	

	
Just	10	days	later,	the	FWWA	committee	hosted	a	
gathering	to	show	the	association’s	gratitude	to	
all	our	volunteers	and	supporters,	without	whom	
we	would	find	it	impossible	to	remain	operating.	
	
Again	the	weather	gods	smiled	upon	us	to	
provide	a	superb	backdrop	to	our	pre-Christmas	
wind-up.	A	special	‘thank	you’	must	go	to	Helen	
Gasparinatos	for	the	concept	of	the	occasion,	and	
to	her	team	of	willing	helpers.	It	was	a	classy	and	
quality	event,	with	great	food,	refreshments	and	
company.	
	
	
	



	
	

Bec	Enders,	Judy	Krynen,	Mary	and	Andrew	Perkins,	
and	Martin	Krynen,	avoiding	the	glare	of	the	later	

afternoon	sun.	
	
	

	
	

David	Nash	standing	guard	over	those	enjoying	
their	meal,	like	a	maremma	guard	dog	protecting	

his	grazing	flock.	
	

WELCOME	2017	
	
Next	month,	in	particular	will	be	a	busy	month	
with	the	Wooden	Boat	Festival	running	from	10th	
to	the	13th	of	February	on	the	Hobart	waterfront.	
It	will	be	important	for	FWWA	and	the	WBC	to	
have	enough	personnel	rostered	to	cover	our	
stall	at	the	festival,	while	still	keeping	the	WBC	
operational.	
	
There	will	then	be	a	three-day	respite	before	the	
St	Ayles	Skiff	Regatta	opens	on	our	home	turf	
along	the	Franklin	foreshore.	The	regatta	opens	
on	Friday	17th	and	runs	until	the	following	
Sunday	19th.	There	will	be	more	details	in	next	
month’s	newsletter.	
	
CAN	YOU	HELP	RESCUE	‘OUR	MONTY’?	

	
	A	call	has	gone	out	for	crowd-funding	the	
completion	of	the	historic	Montague	Whaler	
which	now	permanently	resides	in	Franklin	in	
the	care	of	the	LBT.		
	
	
	

	
The	bulk	of	the	restoration	work	has	been	done,	
during	its	stay	within	the	Wooden	Boat	Centre,	
however	there	are	some	finishing	tasks	to	be	
completed	to	ensure	the	vessel	is	ship-shape	to	
make	its	way	to	Hobart	for	the	Wooden	Boat	
festival	in	February.	
	
You	can	pre	buy	various	boat	trips	or	donate	to	
the	restoration	or	share	the	campaign	around	
your	networks.	
	
https://pozible.com/project/rescue-our-monty   
 
 

IMPROVEMENTS	TO	GROUNDS	
	

Visitors	will	notice	a	vast	improvement	to	the	
garden	beds	in	front	of	the	WBC,	with	weeds	
having	been	cleared	and	brush	cutting	around	
the	edges.	Much	of	the	noxious	Spanish	Heath	
has	been	eliminated.	
	
This	wonderful	work	has	been	done	by	
volunteers,	Francis	Shepherd	and	Christina	Kent,	
who	support	the	WBC	when	they	are	not	building	
their	Castle	Phoenix	in	Geeveston.	Francis	and	
Christina	are	also	responsible	for	the	sculptured	
fish	which	are	sold	front	of	house	at	the	WBC.	
Your	work	is	truly	appreciated!	
	

WBC	Managers	Report	to	Franklin	
Working	Waterfront	Committee	Meeting	

12th	January	2017	
	
People:	

• Mike,	and	Jono	working	on	the	current	
Clinker	dinghy	course	for	the	next	6.1	
weeks.	

• David	Nash	has	just	constructed	a	set	of	
display	oars	–	just	finishing.	

• Pete	Laidlaw	delivering	the	Boat	Design	
and	Half	Model	course	this	week.	

• Volunteers	front	of	house	are	
consistently	available	and	working	very	
well	to	assist	us	with	the	big	tourist	
numbers	at	the	moment.	

• We	are	using	2	guides	occasionally	–	
works	very	well	to	get	people	through	
the	centre	and	allow	breaks	for	the	
guides.		But	not	enough	people	to	do	
this	all	the	time.		The	guides	are	doing	
an	amazing	job	with	big	groups	that	just	
keep	coming.	

• Adrian	and	his	crew	are	coming	on	
Tuesdays	and	are	progressing	the	
workboat	build.		They	are	learning	and	
enjoying	the	experience	with	Adrian	
and	making	a	good	contribution	to	the	
WBC	and	the	tourist	experience.		
	



• Bob	Tubman	is	doing	whatever	is	asked	
of	him	–	but	assisting	on	the	Montagu	
Whaler	at	the	moment,	Mark	McBride	is	
busy	as	always	with	general	yard	
maintenance,	Francis	and	Christina	are	
making	flexible	fish	and	other	sculpted	
items	–	all	2	days	per	week.			

• Little	boat	Pete	most	days	for	half	day	
has	a	store	of	wooden	spoons,	door	
wedges	and	little	boats	for	sale	for	the	
season.	

• The	Dutchies	are	making	a	good	
contribution	to	the	workgroup	and	
centre	generally	–	nice	to	have	them	
around.	

Tourism:	

• A	lot	of	tourists	at	the	moment.	
• The	‘Fishing	in	Tasmania’	traveling	

display	owned	by	the	Maritime	
Museum	currently	being	exhibited	until	
9th	February.	

• Huon	Valley	Visitor	Centre	and	
Tasmanian	Tourism	Information	Centre	
now	sell	little	wooden	boats	and	
shavings.	

Wooden	Boat	Festival:	
• Not	for	Profit	3	x	3	site	booked	and	

approved.	
• Space	in	Shipwrights	Village	booked	for	

oar	making	with	a	roster	system	for	
boatbuilders.		

• IST	looking	at	availability	of	Silver	
Wattle	for	oar	making	activity.			

• Insurance	details	sent	to	AWBF	for	
their	records.	

Education:	
• 4	students	building	2	clinker	dinghies	

currently.	
• 4	students	doing	Boat	Design	and	Half	

Model	one	week	course.	
• Partnership	with	TasTAFE	under	

discussion	to	deliver	Cert3	Marine	Craft	
Construction.		Much	work	to	be	done	to	
write	training	and	assessment	plans.	

Boat	builds:	
• The	Dutch	build	progressing	well	and	

on	time.	
• The	costing	of	the	Viking	boat	has	been	

accepted	by	the	sponsor	and	will	
proceed	in	April	pending	3	students	
enrolling	in	the	course.	

Restoration:	
• Leshelen	restoration	still	under	

discussion.	
• Montagu	Whaler	expected	boatbuilders	

launch	approx.	24th	Jan	with	official	

launch	to	follow	after	AWBF	–	TBC.		
Cost	recovery	with	LBT	as	per	
verbal/email	agreement.	

Asset	management:	
• The	stability	of	the	smaller	LBT	

pontoon	deployed	from	WBC	wharf	
(powered	wharf)	has	been	verified	by	
Murray	Isles.		

• Need	for	service	work	of	the	big	
bandsaw	–	booked	for	Tuesday.	

Media:	
• Facebook	group	following	growing	

steadily	–	505	this	week.		This	has	been	
assisted	by	the	Dutch	build	project,	
AWBF	and	Instagram	

• Launch	of	Dutch	project	and	associated	
print,	radio	and	SM.	

WHS:	
• No	accidents/incidents	to	report.	

External	interactions/opportunities:	
• Discussion	with	Julie	Collins	and/or	

staff	pending	–	24th	Jan.	

Issues:		
• Not	overloading	staff	and	volunteers	

during	the	busy	summer.	

Attachments:	
	 Letter	from	Murray	Isles	to	LBT	Re:	
stability	of	pontoon.	
	
	

WHAT	COULD	HAVE	BEEN	
	
Another	short	article,	duplicated	from	the	Franklin	
History	Group’s	January	newsletter.	Apologies	to	those	
readers	who	receive	both	newsletters.	
	
Hobart’s	first	floating	bridge	was	a	giant	engineering	
feat,	designed	by	Sir	Allan	Knight,	Chairman	of	the	
Hydro	Electric	Commission.	It	consisted	of	24	
reinforced	concrete	floating	rectangular	sections	
locked	together	in	an	arch	to	avoid	the	necessity	of	the	
use	of	anchors.	It	was	registered	as	a	ship	and	insured	
through	Lloyds	of	London,	and	when	it	reached	the	end	
of	its	useful	life,	after	20	years	service,	around	51	
proposals	were	considered	to	use	all	or	part	of	the	
bridge.	Some	of	those	proposals	included	using	
sections	as	an	enclosed	harbour	at	Wrest	Point;	as	a	
bridge	across	the	Derwent	at	Austin’s	Ferry;	and	as	a	
jetty	at	Dover.	It	seems	quite	implausible	now,	but	one	
suggestion	was	as	a	bridge	across	the	Huon	River	
somewhere	between	Cradoc	and	southern	Franklin.	All	
except	one	proposal	were	considered	uneconomical,	
the	only	idea	to	come	to	reality	was	to	provide	berthing	
facilities	at	Alonnah	on	Bruny	Island.		
	
Eventually,	remaining	sections	of	the	bridge	were	
towed	to	Storm	Bay	and	sunk	on	24th	May	1971.	
	
(Sources:	Ships	in	Tasmanian	Waters,	G.	W.	Cox,	and	
this	writer’s	personal	memories	of	barges	surveying	
the	Huon	River	to	determine	feasibility	of	the	bridging	
proposal.)	



	
One	and	a	half	bridges	across	the	Derwent,	from	Queen’s	Domain.	

(Photo: A. Cato – taken August 18, 1964) 
 

	
	

What	would	you	do	if	you	lost	steerage	in	a	
289	ton		steamer	in	the	middle	of	Hudson’s	

Strait	in	1909?	
	
Readers	with	an	interest	in	matters	nautical	
might	find	the	following		article	interesting.	The	
article	was	extracted	from	notes	prepared	by	this	
editor’s	grandfather,	Clarence	Melmer	Cato,	for	
an	address	he	was	invited	to	deliver	describing	
his	experiences	in	such	a	situation.	
	
Melmer,	as	he	was	known	was	born	in	1883	in	
Hobart.	The	first	record	as	a	seaman	was	when	
he	signed	on	as	an	AB	(able-bodied	seaman)	in	
Hobart	on	27	November	1901.		For	the	voyage	
described	in	this	article,	on	S.S.	PELICAN,	he	had	
signed	on	as	second	mate	in	London	on	15	May.	
The	second	mate	was	the	third	in	command	after	
the	Master	(described	here	as	“the	old	man”)	and	
the	First	Mate	(or	Mate).	The	PELICAN	was	
registered	in	London,	official	number	114681,	
with	a	tonnage	given	as	289	in	1909	and	293	in	
1910.		He	became	the	first	mate	of	the	PELICAN	
on	4	June	1910.	He	died	in	1958.	
	

THE	ADDRESS		
	
In	May	1909,	I	joined	the	H.	B.	Coy1	Aux	Barque	
“Pelican”	as	second	mate,	for	a	voyage	to	
Labrador	and	Hudson’s	Bay.		One	thing	struck	me	
when	we	signed	on	was	the	large	crew	carried:	
14	AB	and	2	OS2	in	a	vessel	of	296	tons	
registered.	But	I	was	soon	to	learn	that	every	
man	was	needed	in	the	work	we	had	to	do.		On	
May	14th		we	left	London	for	Labrador	via		

	
	
	
Petterhead	and	Pentland	Firth3.		After	an	
uneventful	run	of	19	days,	we	met	the	pack	ice	
off	Labrador,	and	started	to	nose	our	way	in	to	
reach	the	clear	water	between	the	shore	and	the	
pack.		After	two	days	of	this	we	were	fast	in	the	
pack	and	there	we	stayed	for	eight	days,	drifting	
with	the	ice	to	the	southwest.		On	the	9th	day	the	
ice	loosened	up	enough	to	let	us	push	our	way	
into	the	clear	water	between	the	ice	and	the	
coast,	so	allowing	us	to	make	our	first	port,	
Cartwright.			
	
From	there	we	went	to	Rigolet,	a	day’s	run	up	the	
coast,	where	we	discharged	more	than	half	of	our	
cargo,	and	proceeded	to	Montrial	[Montreal?]	
and	loaded	up	again,	from	there	we	returned	to	
Rigolet,	and	reloaded	most	of	the	cargo	put	
ashore	when	we	first	called	there.		I	wondered	to	
myself		“	Where	on	earth	are	we	going	to	put	all	
this	stuff,	we	are	loaded	already.”	But	after	much	
wrangling	we	were	ready	to	proceed	north	and	
what	a	picture	we	looked.		On	deck	round	the	
fore	hatch	were	barrels	of	coal	oil,	or	kerosene	as	
we	call	it,	and	on	top	of	the	casks,	and	stacked	as	
high	as	the	sheer	poles4	were	tons	of	firewood	
and	a	house	in	sections.		On	top	of	the	hatch	itself	
were	28	Peterborough	canoes,	mostly	for	the	
RNWMP5	at	Churchill	[Manitoba].	Around	the	
after	hatch,	and	reaching	from	the	engine	room	
skylight	to	the	break	of	the	poop6	was	stashed	
patent	fuel	for	the	ship’s	use	and	on	top	of	that	
more	firewood.			
	
Our	first	stop	after	leaving	Rigolet	was	Davis	
Inlet,	about	100	miles	farther	north.		We	landed	a	
quantity	of	stores	at	the	post	there,	and	filled	up	



the	space	with	more	firewood,	as	this	was	the	
best	place	where	it	could	be	obtained.		Leaving	D.	
I.	we	steamed	north,	rounding	Cape	Chidley	and	
on	up	Hudson’s	Strait.		About	midway	through	
the	strait	at	about	8	a.m.	we	were	steaming	along	
in	a	calm	with	scattered	bergs	and	patches	of	ice	
and	clear	water	all	about,	when	suddenly	the	
ship	pulled	up	dead	and	a	large	berg	on	the	
starboard	bow	began	to	sway	about	as	if	it	was	in	
a	heavy	swell.		We	had	run	slap	into	a	tongue	of	
ice	extending	under	water	from	the	berg	across	
our	bow.		During	the	afternoon	we	were	working	
through	loose	pack	ice	which	was	running,	that	is	
being	swirled	about	in	all	directions	by	the	tide	
which	runs	very	strongly	in	those	latitudes.		The	
ship	was	taking	sundry	bumps	from	the	ice,	but	
that	did	not	worry	us	much	as	we	had	to	expect	
it.		After	one	pretty	severe	bump	under	her	
quarter,	the	Helmsman	called	out	that	the	ship	
would	not	answer	her	helm.		While	we	were	
trying	to	find	out	what	was	wrong,	the	Chief	
Engineer	came	up	onto	the	Poop	and	told	the	
Captain	that	he	would	have	to	stop	the	engines	as	
the	tail	shaft	had	worked	loose	in	its	bearings	
and	he	thought	the	propeller	was	damaged.			
	
There	we	were	in	the	middle	of	Hudson’s	Strait,	
becalmed	but	with	the	probability	of	a	gale	from	
the	north	east	which	usually	came	without	
warning	up	there,	disabled	with	the	nearest	fort	
where	we	could	effect	repairs	over	2,000	miles	
away.	The	mate	went	over	the	side	in	a	bosun’s	
chair	to	see	if	he	could	make	out	the	extent	of	the	
damage,	but	owing	to	the	build	of	the	vessel	(she	
had	originally	been	built	for	a	gunboat	and	had	
very	low	counter7)	he	could	not	see	what	had	
happened.		We	will	have	to	rig	a	jury	rudder	said	
the	Old	Man,	call	all	hands	Mister	and	clear	the	
deck	cargo	from	the	spare	spar	on	the	port	side.		
And	what	a	job.		We	had	to	get	the	spar	clear	of	
cargo	and	enough	room	for	the	carpenters	to	
work.		We	had	three,	the	ship’s	carpenter	and	
two	young	Scotchmen	going	out	for	the	company.		
Luckily	for	us	there	was	no	darkness	in	those	
latitudes	at	that	time	of	the	year,	the	first	week	in	
July.		We	then	got	the	biggest	stream	anchor,	took	
the	stock	out	and	lashed	that	to	one	end	of	the	
spar	with	one	fluke	let	into	the	end	of	the	spar	
and	the	crown	let	in	further	up,	the	whole	well	
lashed	with	2	inch	wire.		Then	we	bound	it	all	
with	60	fathoms	of	mooring	chain	and	the	whole	
being	covered	with	1	inch	planking.		A	wire	
bridle	was	then	made	fast	to	each	side	of	the	
woodwork	and	a	long	wire	attached	to	the	
woodwork.		Then	it	was	hove	up	and	lowered	
over	the	side	and	taken	astern,	as	there	was	no	
possibility	of	getting	the	end	of	the	spar	under	
the	counter,	it	was	brought	up	over	the	stern,	the	
rail	being	unshipped	and	lashed	securely	to	a	
cross	section	of	the	other	spare	spar	which	was	
secured	abaft	the	quadrant	athwart8	the	poop	
deck.			
	 	
The	inner	end	of	the	spar	was	secured	to	a	three	
fold	purchase	which	was	fastened	to	the	mizzen	
lower	masthead9.		The	spar	was	then	securely	

lashed	to	the	cross	piece	on	deck,	this	lashing	
being	about	6	feet	from	the	inner	end	of	the	spar.		
The	wires	attached	to	the	bridle	on	the	lower	end	
were	then	led	through	the	first	port	and	
starboard	quarter	pipes10	on	the	main	deck	to	
the	winch.			
	
When	all	was	ready,	we	went	slow	ahead	
towards	Wolstenholme,	our	next	stop.		We	found	
the	ship	would	answer	to	this	cumbersome	
contrivance	but	very	slowly,	and	then	it	
developed	a	habit	of	turning	over	on	its	side	and	
laying	flat	on	the	surface	instead	of	being	on	
edge.		So	we	had	to	haul	it	in	board	again	and	
alter	the	bridles	and	put	more	mooring	chain	
round	it	to	try	to	keep	the	blade	submerged.			
	 	
We	limped	along	in	this	fashion	for	two	days	and	
reached	Wolstenholme	and	anchored	just	inside	
the	bay.		There	we	landed	most	of	our	deck	cargo	
and	one	of	the	carpenters	who	was	to	
superintend	the	building	of	the	house	and	the	
store.		The	company	were	establishing	a	new	
post	there	and	we	had	the	buildings	on	deck	in	
sections	all	ready	to	put	together.		After	a	stay	of	
eight	days	we	left	for	Churchill	on	the	western	
side	of	Hudson’s	Bay.		We	had	a	good	run	to	
within	about	100	miles	of	Churchill	when	we	
experienced	a	hard	NW	gale.		We	hove	to	under	
the	mizzen	staysail	and	hove	the	jury	rudder	up	
clear	of	the	water.		After	about	36	hours,	the	
wind	moderated	and	we	began	to	work	back	
over	the	ground	we	had	lost.		Arriving	at	
Churchill	the	last	week	in	August.		There	we	
landed	stores	for	the	post	of	Churchill	and	the	
RNWMP	who	came	off	the	ship	and	collected	
their	own	stores.	
	 	
As	it	was	getting	very	late	in	the	season	and	the	
vessel	partly	crippled,	the	captain	decided	to	
land	all	the	York	Factory	[town	south	of	
Churchill]	cargo	on	shore	and	let	the	people	
transport	it	by	dog	teams	as	soon	as	the	snow	
came.		The	bulk	of	our	cargo	was	for	York	
Factory	as	that	is	the	distributing	centre	for	
several	posts	within	a	radius	of	about	200	miles.		
So	two	Cree/Cru/Crei	Indians	were	sent	off	to	
York	Factory	with	a	letter	from	the	captain	
explaining	our	plight	and	what	he	was	doing	with	
their	stores.		The	trail	from	Churchill	to	York	
Factory	is	180	miles	and	those	two	Indians	did	
the	trip	and	return	in	eight	days,	and	for	that	
they	received	1	lb	of	tobacco	and	seem	quite	
satisfied.			
	 We	left	Churchill	about	the	middle	
September	and	as	the	season	was	getting	on	
although	the	weather	was	holding	fine	we	were	
wondering	whether	the	old	man	would	try	and	
make	right	out	and	down	to	St	Johns	or	go	to	
Ungava	and	unload	the	last	of	our	cargo.		But	the	
question	was	settled	for	us,	for	when	we	were	off	
the	mouth	of	Ungava	Bay,	we	were	struck	by	a	
NW	gale	and	had	to	heave	to	and	we	were	blown	
well	down	toward	the	head	of	the	bay	so	the	old	
man	decided	to	go	on.			
	 	



We	anchored	just	inside	the	mouth	of	the	river	
and	found	the	Eskimo	pilot	and	his	son	camped	
there	still	waiting	for	us,	so	they	set	off	to	the	
post	to	bring	all	the	available	boats	down	to	
receive	cargo.		What	they	could	not	take	we	
landed	on	the	river	bank,	the	work	going	on	
continually	with	two	watches.		As	there	is	a	50	
foot	rise	and	fall	of	tide	there,	the	work	was	
pretty	strenuous.		On	October	29,	we	hove	up	
and	left	for	St	Johns	Newfoundland.		By	now	we	
only	had	about	8	hours	day	light	and	the	weather	
was	bitterly	cold.		On	November	1st,	we	rounded	
Cape	Chidley	and	at	8	a.m.	the	thermometer	in	
the	chartroom	was	2°	below	zero	[Fahrenheit	=		
	-19°	C].		But	we	were	heading	south	now	and	did	
not	worry	about	that	although	we	had	an	1800	
mile	run	to	St	Johns.			
	 	
One	peculiar	thing	happened	while	we	were	
sailing	down	the	coast.		One	night	when	I	
relieved	the	mate	at	midnight	we	were	running	
with	the	wind	right	aft	and	the	mate	told	me	to	
watch	the	spar,	as	it	kept	surging	in	board	and	
breaking	the	lashings.		Soon	it	seemed	to	me	to	
be	coming	inboard	more	often	and	tearing	and	
straining	and	really	I	suppose	getting	on	my	
nerves.		Anyway,	I	got	the	watch	aft	and	we	hove	
the	thing	right	up	clear	of	the	water.		After	
watching	for	some	time	I	thought	we	were	
running	better	without	our	jury	rudder,	and	let	
her	go.		Well,	she	made	her	course	and	averaged	
a	good	6	knots	until	9.30	a.m.	when	the	wind	
hauled	about	4	points	and	we	had	to	use	the	
rudder	again.	
	 	
On	November	16,	we	were	off	Harbour	Grace	in	
Newfoundland	and	signalled	Lloyds	Station	
there,	asking	for	a	tug	to	meet	us	outside	St	
Johns.		Up	to	this	time	we	had	experienced	NW	to	
NE	winds	down	the	coast,	but	now	it	came	from	
the	SE,	light	with	thick	fog.		We	came	off	St	Johns	
in	the	morning	of	Nov	18,	blowing	fresh	to	strong	
SE	and	visibility	practically	nil.		Suddenly	we	
heard	the	fog	signal	on	Fort	Arnhurst	?	at	the	
harbour	mouth,	and	it	seemed	to	be	almost	
overhead,	we	were	so	close	in.	If	I	remember	
rightly,	the	narrows	at	the	entrance	to	St	Johns	
are	130	yards	wide.		Well,	there	we	were	driving	
straight	on	to	a	lee	shore,	and	no	sign	of	a	tug.		
We	could	not	turn	round	and	go	out	as	the	ship	
simply	refused	to	come	up	against	the	wind	and	
sea.		More	by	good	luck	than	anything,	we	were	
heading	straight	for	the	entrance	when	we	did	
get	close	enough	to	see.		All	hands	were	at	
stations,	some	at	the	inner	jib	halliards	and	
downhaul	and	some	at	the	mizzen	staysail,	these	
sails	were	hoisted	or	lowered	as	needed	to	help	
the	ship’s	head.	
	
	
	
	

	
	
	
	
Notes	for	land	lubbers:			
	
1.	Hudson’s	Bay	Company.		
2.	AB	is	able-bodied	seaman	and	OS	ordinary	
seaman.		
	
3.	Peterhead	is	north	east	of	Aberdeen	and	
Pentland	Firth	lies	between	the	Orkney	Islands	
and	John	O’Groats,	on	the	northern	most	tip	of	
the	Scottish	mainland.	
4.		Sheer	poles	are	two	or	more	poles	in	a	triangle	
attached	at	the	top	for	hoisting,	e.g.	masting	
ships.	
5.	Royal	North	West	Mounted	Police	
6.	The	poop	is	the	deck	at	the	stern	of	the	ship.	
7.	Counter	is	the	curved	part	of	the	stern	of	a	
ship.	
8.	Abaft	means	towards	the	stern,	athwart	means	
to	the	side	of	the	ship.	The	quadrant	is	a	frame	
fixed	to	the	rudder	head	and	has	the	steering	
ropes	or	chains	attached.	
9.	Mizzen	mast	is	the	stern	most	mast.	Lower	
masthead	is	the	top	of	the	lower	mast.	
10.		Quarter	pipes	are?	
	
The	imperial	measures	used	are	related	to	metric	
units	as	follows:	
1	lb	(pound)	=	0.45	kg	
1	foot	=	0.3	m	
1	yard	=	3	feet	=	0.91	m	
1	fathom	=	6	feet	=	1.83	m	
	
“Mile”	would	be	the	nautical	mile	which	is	still	
used	in	navigation	since	it	is	very	close	to	one	
minute	of	latitude.		It	is	approximately	1.85	km,	
compared	with	the	land	or	statute	mile	of	1.6	km.	
	
	
	
	

	
	

Melmer	as	a	young	man

	
 

	


