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x PREFACE.

warmest thanks are due for most cordial and efficient
help. In addition to assisting in the labour of editing,
the former gentleman has worked most materially in the
production of the first section ; while for the verification
of the facts presented in the third section the latter has
been at great pains to consult all the books and manu-
scripts from which my information is gathered, and has
helped me to clear up many doubtful pointsin the evolu-
tion of the naval war machine.

In the second section I am indebted to Mr. Frank
Miller, the superintendent of the Victoria Victualling
Yard at Deptford, who has made the particular branch of
the subject there treated his special study. About ten
years ago Mr. Miller drew up for official purposes a
memorandum of the origin and constitution of the
Admiralty and Navy Boards, with an account of the
various buildings in which thé business of the Navy has
been transacted from time to time. His work was em-
bodied in a pamphlet, but this has never been within the
reach of the public, and I am grateful to him, not only for
giving me the bencfit of his knowledge and advice, but
also for allowing me to draw largely upon this source of
information.

In the preparation of the fourth section, I have been
assisted by my cousin, Staff Paymaster W. C. A. J. Robin-
son, R.N., whose father, a captain in the Navy, had pre-
served a number of books and letters descriptive of life
in the service as experienced by our ancestors for five
generations. From many other friends I have received
help in various ways, cither by the loan of books or
pictures; and a catalogue of the numerous works,
papers, etc, consulted by myself and my colleagucs,
- would make a rather formidable naval bibliography.
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service to which I have the honour to belong are indeed
profuse ; they lie ready in our Rolls and Record offices,
in public and private libraries and muniment rooms, but
so far the history remains unwritten. There is no pre-
tence here to supply this most desirable addition to our
national literature, but with the earnest hope that it
may be found useful to the publicist and student, as well
as interesting to the general reader this work has been
undertaken.

CHARLES N. ROBINSON.

August, 1894.
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4 THE BRITISH FLEET. [PART 1.

One thought will be with us throughout this prelimi-
nary survey. It is that, by the very circumstances of
our geographical situation, this Sea Power has in every
case been, as it still is, and must continue to be, an all-
important factor in our security. The consideration lies,
with almost equal plainness, upon the surface of our
inquiry that it has been not less an essential condition of
our colonial expansion. I shall endeavour, indeed, to
make it plain that only by the possession of maritime
strength has the development of England, and the
growth of Greater Britain, with its world-wide com-
merce, been made possible. From these considerations
—of security and expansion—a third will necessarily
arise, namely, that not without the existence or exercise
of our Naval Power can the prosperity of the mother
country be made sure, and the stability of the Empire
be maintained.

Now these things may be best elucidated by a survey
of the broad and general drift of naval history. Pro-
fessor Secley has well said that history should end with

something which might be called a moral. “ Some large
conclusion ought to arise out of it.”' And I believe

that, if we make a study of naval history, we shall
reach the very definite conclusions foreshadowed above.
We shall cease to regard the Navy as a subsidiary or
auxiliary element in our history, and shall come to see
that it has been quite a determining factor therein.
With some surprise we may therefore ask ourselves how
it has happened that our modern historians have had so
little to say about this matter ? The answer would seem
to be that they have been so intently engrossed with our

! « Expansion of England,” Lecture 1.






6 THE BRITISH FLEET. [PART L

of fishery, traffic, anchorage, and so forth, and was apart
from any ideas of water-command for military purposes
even so late as Charles’s days.!! Moreover, we must
remember that our early fighting fleets cannot speak to
us so plainly of maritime power as the later sea-keeping
vessels which have made possible our absolute and
sustained command of the sea.

Nevertheless, the early history of the Navy is fruitful
in lessons, and they are lessons that all later history
deepens and enforces. It cannot escape us, in the first
place, that the Navy has been called forth by emergency,
and has been maintained as the value or necessity of it
has appeared. Secondly, we may say that it has tended
to grow with the growth of commerce, and that it has
always been based upon commerce, and upon the exis-
tence of a merchant marine ; and, most important to be
observed, it will be seen that, in long periods of peace,
or of internal preoccupation, there has ever been a
tendency among Englishmen to forget the value of the
Navy, with an effect dangerous or harmful to the com-
monweal. We shall not fail to discern, moreover, that,
though the Navy has been used for attack, and, indeed,
for oversea attack is plainly esscntial, its primary func-
tion has been, and must be, defence.?

The coming of the Saxons, and of the Dancs—It was

! “Naval Warfare,” p. 2.

? The right character of defence needs to be understood. His-
tory has no plainer teaching than that the defence is most effective
which assumes the aspect of offence. This is especially true of
naval history, for the function of the Navy being to protect our
land and possessions from attack, it has necessarily assailed the
armaments of the enemy, and has often exercised this function by
destroying them at long distances from our shores.
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place, as when the English invaders attacked Britain.”'
The steps of this terrible harrying, by the Vikings or
“creekmen,” from the plundering raids which began
about 787, to the partial Danish conquest, and finally to
the political rule of Canute, need not detain us. WhatI
would point out is, that, when the Danish assaults began,
there were none as yet afloat to resist the withering
storm. It remained for Alfred to grapple with the evil.
The Peace of Wedmore was made, and the bulk of Eng-
land remained with the strangers ; but Alfred had leisure
to create an effective fleet in place of the scattered
remnants that had been wasted. The statesmanlike
policy was pursued by Edward the elder, Athelstan, and
Edgar. Ethelred the Unready, though far from careless
of his fleet (which he organized and raised, it should be
noted, by ship-levy) was powerless before the mightier
organized bands of Northmen under Swein, whose son
Canute, it is well to remember, was chosen king *“ by all
the fleet” and remained a seafaring king.?

So far, then, the invasion and occupation of England
had been accomplished through the possession and exer-
cise of Sea Power. Without this same power its defence
had become impossible. We have now to consider what
was the relation of maritime strength to the invasion of
William the Norman.

The Norman Conguest: its Naval Lesson.— As
England had been won by seamen from the Britons,
so had the Norman dukedom been wrung much later
from the hands of Charles the Simple by the seca-
roving followers of Rolf. But the Normans, having

! ¢ Short History,” I. sec. 5.

? In 1028 Canute conquered Norway with fifty ships of English
thegns.
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approaches to his realm. But let us remember that
history nowhere depicts England in such a hard strait
as this. It probably never entered into the calculations
of Harold Godwineson, nor into the fondest hopes of
William, that, even when the Norman fleet weighed
anchor from the harbourage of Saint Valery, the squad-
rons of Harold Hardrada, aided by the treachery of
Tostig, should already have poured forth their ruthless
hosts upon the defenceless shores of the North. Such -
ships as Harold was able to bring together in the
Channel vanished ere the host of William was sighted,
and we may well believe that treachery such as assisted
‘the designs of Harold Hardrada secured for William his
easy landing upon the coast of Sussex. What it is
important to note concerning this great event is that,
from whatever cause, England was certainly impotent
against maritime attack, and that William and Harold
of Norway alike gained their purpose of invading our
shores by the possession of Sea Power.

The Work of the Medieval Navy.—l1t is unnecessary
here to trace the steps by which the Norman kings
secured their new dominion, but it was by the main-
tenance of sufficient fleets that the last efforts were
paralyzed of the half-barbarous sea-rovers of the
North. With the Norman Conquest a new condition
was created in our naval affairs. William was both an
English king and a Norman duke, and the consequent
relations with the continent were long maintained. An
immense development of trade ensued. Commercial
communities grew, the seas were covered with ships
carrying English wool to the looms of the continent,
and thronging our eastern and southern ports, bringing
the woven fabrics of Flanders, and the products of the
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by the refusal of the barons to follow him. The Channel
began to fill with the ships of the French, and Louis,
crossing the sea, escorted by a powerful squadron under
Eustace “ the Monk,” was able to gain a temporary foot-
ing in south-eastern England, welcomed by a large part
of the English baronage.’

Yet the engine which John had repaired and renewed
was sufficient, in the beginning of his son’s reign, in the
celebrated battle of Dover Straits [May 2oth, 1216)—
which. in its far-reaching effects, deserves to be ranked
with Quiberon Bay or Trafalgar—to scatter the vast
armament which the renegade Eustace was bringing to
the aid of Louis; and the Frenchman had no choice but
to retire discomfited from the country he had sought
to win. This great battle, the first important fleet
engagement of Englishmen, gained by their superior
seamanship, gives to Hubert de Burgh, who was in
command, a foremost place among the naval heroes of
the country.

It was due rather to the maritime weakness of France
than to the strength of England that disaster did not
await us during the divided counscls and internal conflicts
that shook the realm in the reign of Henry III. An
expedition abandoned because of want of transport; the
dispersal of a fleet with supplies on the coast of Gascony;
the communications of the king cut at sea ; these tell the
miserable tale. Now, too, we note a condition of things
that speaks just as plainly. I mean the growth of piracy.
The lawlessness of the country during the Barons’ War
affected even the Cinque Ports’ men, and we read”of
robbery and murder committed by them at sea. The

! See Sir Harris Nicolas's “ Hist. Navy.”
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operations against the men of Ferdinand of Castile.
Even in the strong reign of Edward I. the spectacle of
dead Englishmen hanging, with the carcasses of hogs,
from the yard-arms of Norman vessels inflamed the
sailors of the Cinque Ports to private war, which ended
in the pitched battle off Saint Mahé (1293), pre-arranged
by challenge, when the English, re-enforced by Irish,
Gascons, and others, defeated the Normans with their
Flemish, French, and Mediterranean allies.

The reigns of Edward 1. and his son afford an illus-
tration of the dangers attending a lawless condition,
and a disputed command of the sea, for, though foreign
operations were undertaken, it was possible for the
cnemy to sweep down upon our coasts, and in 129§
Dover was burned by the French. Again the impotence
of our enemies alone saved us from disaster, especially
during the wars with the Scots. Nor did the succeed-
ing years greatly change the conditions ; for, though the
Cinque Ports’ seamen gave Boulogne to the flames, the
Frenchmen visited Portsmouth and other harbours of
the Channel with fire and sword.

Yet the advance of navigation, and the consequent
progress of the art of shipbuilding, were adding new
elements of stability to the Navy; and, still more, the
expansion of commerce was providing an ever-widening
base for Sea Power. The king no longer relied almost
entirely upon the Cinque Ports to furnish his fleet, but
was able to levy ships from every commercial port in
the kingdom. The disasters that marked the early
part of the reign of Edward III. were speedily repaired.
Raising a numerous flotilla, he passed over the narrow
seas and gained the great victory of Sluys (1340),
wherein the outnumbering squadrons of Philip were
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for Henry V. to repair the evil that had been done.
With prodigious energy he undertook the restoration of
the fleet, and the yards were busy with the building of his
ships. In what manner Henry employed his Sea Power
during his expedition to France, and his reduction of
Harfleur, calls for no recital here. The impulse which
he gave to naval concerns did not fail like that which
had been imparted by Edward IIIL.; but England and
France alike were soon plunged into the vortex of civil
strife, and were wholly engrossed in internal affairs.
When England emerged from the Wars of the Roses,
Edward IV. found means to add to his fleet ships of
newer build and character sufficient for the protection
of his dominions, and although, until the reign of
Elizabeth, there was small demand for active service,
the policy was steadfastly pursued by the Tudors, with
the result of protecting us from interference from without.
We have reached, however, a point at which this brief
survey may pause. When we open a new chapter, it
will be to unfold the lessons of a newer and a greater
history—of the maritime history not of England only,
not of the British Islands, but of Greater Britain, in-
cluding our Empire beyond the seas.
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. that series of discoveries upon the western coast of

Africa which led up to the greater achievements of
Bartholomew Diaz and Vasco da Gama, seamen, in
ill-found craft little capable of keeping the seas, were
wont to hug the land, and ventured in peril beyond the
sight of shore. But what do we find a hundred years
later? Navigators in seaworthy vessels had then already
traversed the ocean route to the Indies and beyond;
Columbus had made the great journeys across the
Atlantic which were to revolutionize the world ; English-
men under Cabot had swept the coast of North America
even to Labrador and Hudson’s Strait; and, at the
southern end of the new continent, Magellan had
pushed through the tortuous way which bears his name;
and Juan Sebastian del Cano had traversed the great
ocean beyond, and, first of thesc seafaring explorers,
had circumnavigated the globe.

If such was the new development of the seaman’s
craft, how was it in regard to the circumstances which
called for the exercise of it? Here, indeed, was a hun-
dred-fold greater cause for the expansion of naval power.
That ocean which before had been a limit now became
a pathway. The discovery of the New World effected
a complete revolution in the Old, and the centre of
gravity in affairs, which before had lain upon Italy, and
had given their medizval importance to Florence, Venice,
and Genoa, was thereafter removed westward to the
countries that bordered the Atlantic. The door to new
possessions was now open, and those who would went
in. The expansion of our race, and the growth of our
Navy, were alike due to the attempt which ensued to
wrest from the hand of the foreigner the advantages
of monopolized commerce, and of distant commercial
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Royall,” forced onward by the circumstances of the
time, grew stronger in Elizabeth’s reign than ever it had
been before, though it was not yet fully recognized as
a national arm. It still, indeed, bore something of the
character of a private speculation.

The merchant marine was encouraged by bounties,
and chartered companies traded through the Sound to
all the ports of the Baltic, as well as along the shores of
the Levant and in the Archipelago, and opened up the
resources of the countries neighbouring the Black Sea.!
In the year preceding the Armada, Drake's capture of
the Portuguese carrack San Felipe, had revealed the
profits of the Indian trade, and had given stimulus to
enterprise in the East. The occupation of the gentle-
man buccaneer was recognized as respectable, and the
Oglanders, Champernounes, Killigrews, Careys and
others, who had begun by preying upon the property of
the Spaniard and the Portuguese, gained official positions
in the Royal Navy. The naval expenditure largely in-
creased, and vast sums were expended in fitting out
plundering expeditions, in which persons of all classes
took shares. The queen was to have had a third of the
plunder, for example, of the disastrous venture of 1595,
from which Drake and Hawkins never returned. Mean-
while, if the rough seafarers had shown the way to new
possessions, in the persons of Sir Walter Raleigh and Sir
Humphrey Gilbert, they had manifested the genius that
colonizes, and had laid the first foundation of Greater
Britain, with which the history of the Navy will ever
be bound up. And let us not forget their magnificent

! For an article on “The English in the Levant,” by Mr. J.
Theodore Bent,” see the “ English Historical Review,” October,

1890.
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Navy of James reaped the whirlwind the sea-rovers of
Elizabeth had sown. The profitable privateering of
her reign had attracted a multitude to the occupation.
Dishonesty and peculation reigned in every depart-
ment of the administration, and the strong hand was
not there to control. It was said by an observer in
1608, that “the Navy is for the greatest part manned
with aged, impotent, vagrant, lewd, and disorderly
companions: it is become a ragged regiment of
common rogues.” The effect upon commerce was disas-
trous; within a period of eight years, for example, the
Newfoundland Company suffered loss to the extent of
£40,000 from piracy, and even Sallee rovers invaded the
Thames.'

We pass onward now, omitting much, in order to reach
the period in which, as our chief enemy, the Dutchman
had replaced the Spaniard. Three things, however,
must first be taken no‘e of. They arc the growth among
naval men of the idea of the command of the sea, an
idea which had but dawned upon the seamen of Eliza-
beth ; the greater distribution of sea-borne commerce,
through the new expansion of our influence; and the
more sea-worthy character of ships—conditions which
greatly affected the character of naval war. As the
discovery of the New World had led forethoughtful
Englishmen to a knowledge of the value of Sea Power,
so did the exercise of this power begin to teach them
that naval supremacy might mean something more than
a transitory exhibition of strength over a limited and

! For the condition of the Navy under Elizabeth and her suc-
cessor, see articles, by Mr. M. Oppenheim, in the *“English His-
torical Review,” July, 1891, July, 1892, and July, 1893. These are
most valuable and instructive.
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manned could possibly be efficient. “Foul winter
weather, naked bodies, and empty bellies,” wrote
Mervyn, who commanded in the narrow seas in 1629,
“make the men voice the king’s service worse than a
galley slavery.”

The Maritime Power of Holland—The rise of the
Dutch sea power was rapid. Raleigh could remember
the time when one of Elizabeth’s ships *“ would have
made forty Hollanders strike sail and come to an
anchor.” *“They did not then dispute de Mari Libero,
and acknowledged the English to be Domini Maris
Britannici.” Yet in the time of the Commonwealth
Van Tromp, forcibly disputing this claim, rode the
Channel with a broom at his mast-head. The sea
strength of the Dutch was based, like that of the Eng-
lish, upon trade. From a race of herring-fishers their
vocation had made them the ruling commercial com-
munity of the world.! They had preceded us as oversea
traders. They had held their own, too, against all the
might of Spain, and, in the midst of the conflict, had
founded a great colonial empire. They supplanted the
Portuguese in the East. It was their raising the price of
pepper, in 1599, that led to the formation of the *“ Com-
pany of the Merchants of London trading into the East
Indies.” By the massacre at Amboyna, in 1623, they
drove the British Company from the Eastern Archi-
pelago to the Indian Continent. We therefore sec that,
by necessity, the wars with the Dutch were both naval

' A Dutch merchant in some ways typical was that Louis de
Geer who raised the fleet with which the Swedish Admiral
Thijssen defeated the Danes, and wrung from Christian IV., by
the mediation of the United Provinces, the humiliating Treaty of
Bromsebro.
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consolidating work of Richelieu and Mazarin, the rise o
modern France and of the French Navy were alike du
to the genius of Colbert. The wars of the eighteentl
century may be traced to the rivalry that resulted fron
the conditions of the age, and we have to note how th
English Navy protected us during the continuance o
them, and in the end gave us the victory.

With the accession of William of Orange, Englanc
became by dynasty, as much as by commercial ane
territorial rivalry, the enemy of France, and if Franc
had known how to use her new Navy well it would hav
gone hard with the English in the years following th
Revolution of 1688. As it was, only the great ability o
Torrington, and Tourville's lack of vigour, rendered th
French victory off Beachy Head (June 30th, 1690) incom
plete.! But the real want of the French for the righ
handling of their fleet was competent statecraft; an
statesmen, in maritime affairs, may either make or mar

The Navy of England, however, was equal to its duties
The famous battle of Barfleur (1692) defeated Loui:
great project of invasion, and gave to the French Nav:
a blow that might well have bcen crushing. Thus Eng
land was once again saved by Sea Power. But neithe
the defeat, nor the greater disaster of the burning ¢
shipping at La Hogue, sufficed to destroy the Navy ¢
Colbert and Seignelay. It sank, as navies have man
times sunk, under the withering influence of individus
incapacity and incompetent statesmanship. Marsha
Bellefonds, accompanied by the exiled King James, an

! For a picture of Torrington as “the great strategist who save
his country by the sacrifice of his own immediate reputation,” see
masterly article on “Command of the Sea,” in the * Quarterl
Review,” October, 1893.
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devoted herself to a guerre de course—the commerce-
destroying which had failed so completely in the hands
of Charles II. It wasthe golden age of the great French
privateers—Jean Bart, Duguay-Trouin, Du Casse, and
many more—concerning whose destructive operations,
and the ultimate futility of them, the writings of Laugh-
ton, Norman and Mwuhan may be consulted.! At the
close of the war England had proved herself a Sea Power
in the true sense of the word. Though there had been
no great fleet actions—perhaps the most notable event
of the war was the capture of Gibraltar (1704) by Sir
George Rooke and Sir Cloudesley Shovell—France was
cverywhere humiliated, and the Spanish possessions in
America escaped only because, by William's support of
the Austrian prince, his fleet was detained in the Mediter-
ranean. England remained confirmed in the possession
of Gibraltar, Minorca, Hudson’s Bay, Nova Scotia and
Newfoundland ; and she secured the monopoly of the
slave trade to the American colonies of Spain, and
thereby for the first time became the great slave-trading
power. Irom henceforth, save when it has been jeopar-
dized by the incompetency of her rulers, the supremacy
of England at sea has been admitted if not recognized.
*The noiseless, steady, exhausting pressure with which
Sea Power acts,” says Captain Mahan, spcaking of the
war ended by the Peace of Utrecht,” “ cutting off the
resources of the enemy while maintaining its own, sup-

! “The Influence of Sea Power upon History” (Captain A. T.
Mahan, U.S.N.); “The Corsairs of France” (C. B. Norman);
and “Studies in Naval History” (Professor J. K. Laughton,
R.N.).

* The Treaty of Utrecht, concluding the War of the Spanish
Succession, March 3i1st, 1713.
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the French in the following year upon the Spanish dock-
yards, it practically annijhilated the Spanish Navy. Yet
the struggle with Spain was not over. We shall not
forget the story of Jenkins’s ear,’ nor the barbarities
of the Spaniards in prosccuting their right of search in
Caribbean waters, where they were defending the West
Indian monopoly which England was seeking to invade.
That war thereupon broke out which began with the
unsatisfactory expedition of Vernon to Porto Bello and
Cartagena, and the adventurous cruise of Anson (1739-42).
It included Mathews’s action off Toulon (February, 1744)
—one of those which Englishmen would like to forget—
ard the victories of Anson and Hawke off Finisterre
(March 3rd and October 14th, 1747), whereby the de-
struction of the French fighting fleet was completed—and
ended with the Peace of Aix-la-Chapelle, which ter-
minated the war of the Austrian succession.* England
gained little by the struggle. She failed to reap the
fruit of her exertions partly because the fleet had shown,
except towards the close, no fitness for its task, and
was ill employed, but her command of the sea at least
enabled her to make peace on equal terms

The truth is that English statesmen, forgetting the
seaward vocation of their country, had plunged us intc
the vexations of a great continental war, wherein we had
met disaster. Instead of devoting our resources to the
strengthening of England’s maritime power they had
burdened us with huge debts by subsidizing foreign
soldiers to fight for a cause which was but in part our own.

! For a confirmation of the story of “ Jenkins’s car,” see a com-
munication by Professor J. K. Laughton to the “English Historical
Review,” October, 1889.

* The Treaty of Aix-la-Chapelle, April 18th, 1748.
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which embraced the whole of the present United States
as far west as the Mississippi, and Canada from Hudson's
Bay; retaining moreover four islands in the West Indies,
and wringing from Spain the concession of all the points
in dispute.

War of American Independence, 1775-83.—The tower-
ing supremacy thus gained by the exercise of Sea
Power was, however, to suffer later a serious reverse
through the insufficiency of the fleet, which had
not grown in correspondence with our larger responsi-
bilities. During the years following the peace the
French, on the other hand, profited by experience, and
the resurrection of the French Navy went on apace under
the firm hand of De Choiseul, who united together the
powers of the house of Bourbon both in France and
Spain. Thus was constituted an effective maritime arm
which, at the outbreak of the war with the American
colonies, equalled, if it did not excel, our own. To the
American colonies the French Navy, as Washington
many times said, was all important. * Upon decisive
naval superiority every hope of success,” he wrote,
“must ultimately depend.” Without such superiority,
the struggle was hopeless ; with it, the colonies gained
independence. But the maritime war was waged not
alone on the coasts of North America, but in every part
of the world. In European waters the allies accom-
plished little against us, in part because our fleet gave
them sufficient occupation elsewhere ; but their projected
invasions failed mainly because of divided counsels and
mismanagement among themselves. The French and
Spaniards appeared, indeed, in the Channel in over-
whelming force (August, 1779), but failed to take advan-
tage of our weakness. The history of their abortive
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off Dominica (April 12th, 1782), though fought so far
away, operated in saving us from overwhelming attack
from the French in the narrow seas.'

What, however, it is essential to observe of the great
war in which England was shorn of her American
colonies is that their loss was assured when France
threw her maritime power into the scale* The truth is
that we were outmatched. To command the sea every-
where had become impossible. Great as our Navy was
—and the thought is a profitable one at the present
day—it was not equal to its task, for the Empire then,
as now, lay in every region of the globe. *It is impos-
sible,” wrote the First Lord of the Admiralty to Rodney,
“for us to have a superior fleet in every part, and unless
our commanders-in-chief will take the great line as you
do, and consider the King’s whole dominions under
their care, our enemies must find us unprepared some-
where, and carry their point against us.” In truth, save
in' American waters, and there with no sufficient effect,
England was driven to accept the defensive or inferior
position, and to fight in nearly every case with smaller
numbers. In the East, Hughes was confronted by the
superior armaments and skill of Suffren; at home we
were threatened with invasion; Gibraltar was closely
beset ; in the West Indies our possessions slipped from
us one by one. Thus it was that the Peace of 1783°
found us shorn of the American colonies; giving up or

! See “ Rodney,” by D. Hannay, in the “ English Men of Action”
Series, and “Rodney and the Navy of the Eighteenth Century,”
¢ Quarterly Review,” January, 1892.

? Offensive and defensive alliance between France and the
American colonies, February, 1778.

3 Treaty of Versailles, September, 1733.
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with mutinous seamen, frenzied soldiers and sea-sick
peasants, whom very little care was taken to train.! An
inevitable result followed from these diverse conditions
of the two navies. The commerce of England grew
prodigiously, and she became thenceforth the workshop
and mart of the world, while, by the year 1799, com-
merce had almost entirely forsaken the French flag, and
the fleet of France soon thereafter scarcely sought to
control the western seas. Our sea-girt land, protected
by its fleets, made us free to pursue the means of our
internal prosperity, and by our maritime power we con-
stituted ourselves the rulers of the commercial activities
of the world. If we turn now to the effect of the Navy
in crushing the Republic and shattering the projects of
Napoleon, we find that it operated chiefly by exercising
a deadly compressing power.

When the squadron of Villaret Joyeuse, “manned,”
says Captain Chevalier, “mostly with men who had
never been to sea before,” leaving DBrest in order to
meet the great convoy of food supplies from the United
States, fell in with the British fleet under Howe, the
great though incomplete victory of June 1st, 1794, was
gained by the British fleet. We cannot doubt that it
would have been more complete if Howe had been a
younger man. It was in 1795 that the Freuch, finding
their weakness, withdrew their ships from the sea, and
began in earnest once again to pursue the gwerre de
course, a circumstance in reiation to which Captain
Mahan may be quoted. “ Inferiority carried beyond a
certain degree,” he says, with obvious truth, “becomes
impotence, nor will all the commerce-destroyers fancy

! Loir, “La Marine royale en 1789 ” (1892). Chevalier, “Hist.
de la Marine franqgaise sous la Premiére République ” (1886).
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were .uncontrolled, commerce suffered, and invasion
became possible. Then we remarked that, after the
great discoveries, our dominion, influence, and trade
began to spread, by means of Sea Power, through new
regions, and that the foundations of our existing Empire
were thus laid. From this we saw how, in the march of
our progress, we came into conflict, first with the
Spaniard, the inheritor of the discoveries of Columbus
and Vasco da Gama, whose monoplies we were resolved
to invade, then with the Dutchman, who had become our
commercial rival all over the world, and, lastly, with the
Frenchman, whom, after a long-contested struggle, we
subdued. And we saw how, in each of these great con-
flicts, the Navy was the instrument of our power, and
the indispensable means to our end.

From these great features of our history we infer with
certainty that the Navy must be a factor of quite deter-
mining importance for our present state. The operations
of our maritime power have, in fact, originated with a
set of particular conditions which are stable in their
nature. They are conditions that exist now as they
have always existed ; but this is to be noted—that, with
every step in our territorial, naval, and commercial
expansion, we have added, in a very marked degree, to
the range and incidence of them. It follows that, at the
present time, the Navy is of greater importance to us
than ever it has been before. Now this matter needs to be
investigated. The inquiry will lead us to the same con-
clusion to which our view of naval history has already
brought us, and at the same time will show us what
must be the future work of the Navy, and in what light
we must regard this prime instrument of our power.

The first consideration which claims our attention
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been unable to produce either the food-stuffs for her
people or the raw material for her manufactures. With-
out supplies from abroad, we should certainly starve.
We depend upon a vast fleet of cargo-vessels to bring
us even the very necessaries of life. In the year 1890 our
yield of wheat was 75,363,750 bushels, and in 1892 it was
63,250,000 bushels, whereas in the last-named year we im-
ported 176,000,000 bushels. In 1892 our imports of food-
stuffs alone reached the colossal value of £188,462,107.
During the first eight months of the year 1893 their
value was £116,195,981. These are facts of very weighty
bearing upon our welfare. Let us not be decceived. It
is sometimes asserted that we possess food-supplies
which would suffice for three months, or six months;
but a very little consideration will show us that, upon the
outbreak of a war with France or the United States,
such would be the rise in prices that, within a month,
famine would stalk through the land. Thus it is true
that a maritime power, capable of commanding the
ncighbouring seas for a certain period of time, could
subdue us even without a man being landed upon our
shores. In the absence of our fleet, not all the manhood
of England could prevail. Such was the opinion forcibly
expressed by the three distinguished admirals who re-
ported upon the Naval Manceuvres of 1888. We have,
moreover, before our eyes, in the Cotton Famine, the
dire results which ensued from the stoppage of raw
material by a war in the opposite hemisphere, in which
we had ourselves no direct concern. What should we
do, then, with our furnaces extinguished and our looms
unemployed ?

Free trade has given us the cheap loaf, but it cannot
secure it to us. Cobden was well aware of the fact that
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of the colonies themselves by a declaration of neutrality.
But, as Washington said in 1796, *“ To secure respect to
a neutral flag requires a naval force organized and ready
to vindicate it from insult or aggression.”

All our colonies are largely dependent upon over-sea
trade. The total value of the exports of our Austra-
lasian possessions, in the year 1891-92, was £73,056,048,
whereof the export to the mother country was of the
value of £32,629,371, the bulk of the balance being for
exports to other members of the British Empire. In the
same year the shipping entered and cleared at the ports
of these Australasian possessions displaced 17,459,109
tons. So that we see, apart from imports and the neces-
sities of coast-defence, how vast are the colonial interests
which it falls to the imperial fleet to protect. In main-
taining the Navy, the nation thus makes, and makes
cheerfully, vast sacrifices for the benefit of the colonists.
Colonists, it is true, are sometimes heard to say that the
squadrons in colonial waters are insufficient to withstand
powerful attack. But the fact cannot be too soon
mastered that the battle which will save Australia and
New Zcaland, will probably not be fought in southern
waters. Nowhere in that hemisphere does a strong
maritime power exist, and thus the naval battles of the
future, in which the outermost limits of the Empire will
be defended, will, we may assume, be fought on the great
strategic routes from Europe, or even in the English
Channel. Let it never be forgotten that as soon as the
members of the Empire are cut off from communication
with its heart, they will fall a prey to the power that
intervenes.

We may now consider what is the special relation of
the Navy to the defence of India. That defence is very
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be menaced and become dangerously insecure. Thus it
is that, in the defence of India, an all-important element
is Sea Power.

Let us now turn to the work of the Navy in regard
to the defence of commerce. This question might
have been treated along with that of the protection of
our food supplies, but since it affects the Colonies as
well, it is more fitly considered with our Imperial re-
sponsibilities. The total imports of the Empire during
the year 1891-92 were returned at £727,892,911, and the
total exports at £549,245,008. The registered tonnage
under the Imperial flag was 9,438,836, and the aggre-
gate tonnage entered and cleared at the ports of
the Empire was 163,634,729. In the year 1892 the
gross imports of the United Kingdom alone were of the
value of £423,892,178, while the exports were worth
£227,060,224, the enormous total of £650,952,402 being
thus reached. If we turn to the reports for the first
eight months of the year 1893, we find these re-
spective sums represented by £265,917,577 (imports) and
£146,959,492 (exports), making a total of £412,877,069.
It must not be overlooked, in considering these figures,
that 70 per cent. of the carrying power of the world is
in our hands. We may thus certainly say that the vast
bulk of our imports and exports is carried in British
. bottoms.

In this chapter it will be impossible to deal, except
by suggestion, with the complexities of the question of
commerce-protection. The effect of war upon the
commerce of those engaged, except to the belligerent
possessing preponderating maritime power, is admitted
to be disastrous. Nations are, in fact, nowhere more
assailable than in their commercial life, and therefore
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begins.” It provides us, in short, with the essentials of
that power of strenuous endurance which has more than
once given us the victory.

The considerations which have been advanced above
need not be laboured further, though the evidences that
support them might be strengthened a hundred-fold.
We have been brought to the same conclusion to which
our historical inquiry directed us—namely, to the con-
clusion that Sea Power is to the British Empire its
mainstay. The thought has forced itself upon us that
the Navy is an arm for defence, a power that gives us
security. We need it to protect us from the possibility
of invasion, to make sure our supply of the necessities of
life. to hold our Empire together, to avert paralysis
from our industries, and to safeguard the vast commerce
we have built up. In a word, we need it that we may
be able in peace to develop, consolidate and maintain
that which we have already secured. No sacrifice can
therefore be too great for the upholding of our fleet.
We see that the Navy is not merely our first line of
defence, but our only line, for, with our Navy swept away,
all would be lost. With the efficient protection of the
fleet the life of our Empire will go on unimpeded;
without that protection, the British Empire would cease
to be, and England herself would emerge crippled from
the struggle, and cut off from all the sources that gave
her wealth, prosperity, and security.

If such be the decisive and vital importance cf the
Navy, some may say, how is it that so many of us are
oblivious of that importance, and that in practice we
relegate the Navy to a place sccondary to that occupied
by the Army. The explanation of this circumstance is
certainly to be found in the fact that the operation of -
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Army. The successes of the Army can be gained only as
the result of the earlier victories of the fleet, be these vic-
tories * noiseless” or static, as in the case of the Crimea, or
be they active and dynamic, as in the case of the victories
of Nelson.

The result of this total misconception of the teaching
of events has been to hand over to the military arm the
great question of Imperial Defence. The * noiseless”
action of Sea Power is lost in the visible presence and
audible tramp of troops upon men the majority of whom
have probably never set eyes on a warship. Yet, look
at it how we may, the fleet is the right arm of our
Empire, and every penny ill-spent or diverted from the
Navy tends to the weakening of that right arm and
mainstay. No liberality on the part of the nation, no
exercise of technical skill on the part of officers, can
compensate for the defects of a scheme fundamentally
wrong. Right statesmanship is the only safeguard;
sound and fixed policy is what we need. Happily there
is now a better understanding of the problem of Impe-
rial Defence, and we look back in amazement upon the
fatuous policy we have pursued. The question is before
all, and above all, a Naval one. Is it, then, rational that
military officers should be chiefly consulted thereupon ?
What has been, in the past, the result of this policy ?
The Royal Commissioners of 1859-60 founded upon
the possibility of a visionary *catastrophe,” or the
absence of the fleet “from whatever cause,” a plea for
an expenditure of twelve millions upon fixed defences.
But, notwithstanding the prodigious squandering of
money upon the fortifications of Portsmouth and Ply-
mouth, Colonel Schaw demanded, in December, 1886, a
further outlay of £833,000 upon the works at Plymouth,
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celebrated Henry Hudson, who had already twice (in
1607 and 1608) explored the seas eastward of Greenland,
intent all the time on reaching India across the Pole,
now passed the strait which worthily bears his name
(in 1610), explored the eastern coast of Hudson’s Bay,
and was cast adrift with the sick and loyal of his ship,
to be heard of no more, by despicable and truculent
mutineers, most of whom perished as they deserved.
The work of Hudson was carried forward by Button
(afterwards Admiral Sir Thomas Button), and by Fox,
Bylot, and Baffin, and the last named sailed forward
by a northerly course through Davis Strait into Baffin
Bay.

From this time forward Arctic waters became better
known through the frequent voyages of whaling captains
and the operations of the Hudson’s Bay Company; but
it was not until towards the year 1741 that the interest
in the North-West Passage was revived. The matter was
then forced upon the attention of the Government, and,’
even in the midst of the war with Spain, the Admiralty
despatched Captain Middleton, in the summer of that
year, in command of two ships, with instructions to
endeavour to make the passage and join Commodore
Anson, who was then engaged upon his adventurous
cruise in the Pacific. Middleton, proceeding to the
northern end of Hudson’s Bay, wintered in the ice, and
upon his return reported that the route was impracti-
cable. Many in England, however, were not convinced
of this,and in 1745 a reward of £20,000 was offered, under
sanction of an Act of Parliament, “to such person or
persons who shall discover a north-west passage through
Hudson’s Strait to the western and southern oceans of
America.”
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voyage of Captain Middleton in 1741. Other voyages
were made in subsequent years without much being
added to the existing knowledge of the Arctic regions;
and, in 1773, the Admiralty, at the suggestion of Mr.
Daines Barrington, brother of Admiral Samuel Bar-
rington, despatched Captain the Hon. Constantine
Phipps, afterwards Lord Mulgrave, in the Race-
horse, accompanied by the Carcass (which carried
Horatio Nelson among her crew), to attempt the
North Pole. The season was one of great severity,
and Captain Phipps returned after battling with the ice
north of Spitzbergen, without having added much to
geographical knowledge. In the same direction was
made the expedition of Buchan and Franklin in 1818,
during which the edge of the pack was examined,
but little northward progress made. Buchan, who had
already done excellent service in the exploration of
Newfoundland, was in the Dorothea, and Franklin, as
lieutenant, was in command of the 77rent, both of them
vessels built for the whale-fishery. It was during
this adventurous voyage, besct several times by the
moving pack, in the midst of extraordinary dangers and
. hardships, that Franklin, who had shared the perils of
the South with Flinders, gained his first Arctic expe-
rience. We can do no more than refer to the expedition
of Lieutenant (afterwards Sir John) Ross in 1818 ; to
Franklin’s overland journeys in 1819 and 1827 ; to the
voyage of Lieutenants Parry (subsequently Sir Edward
Parry) and Liddon (which gained the reward of £ 5,000
offered by Parliament in 1818), and to Parry’s second
and third voyages. In the last of these (1827) his
sledge parties reached the then untouched latitude of
82° 45’ N. Nor must we linger over the voyage of Sir
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account of the many Franklin relief and search parties
find a place here, though they added much to our know-
ledge of the frozen borders of North America. Captain
(afterwards Sir Robert) McClure, who passed in the
Imvestigator through Behring Straits in 1850, and
spent two winters in the ice on the north of Banks
Land, was discovered by a sledge party from the
Kesolute. This was one of the ships under the com-
mand of Sir Edward Belcher, which had come westward
through Lancaster Sound. and was wintering southward
of Melville Island. McClure and his ship’s company
were carried to the Resolute, from which, after another
winter, they were transferred to the Phawir, and so
returned to England, being thus the first actually
to make the North-West Passage. They received a
fitting reward of £ 10,000 from the English Government.
It was by the expedition of the For, under Captain
(afterwards Sir Leopold; McClintock, R.N.—the fifth
ship fitted out mainly at the charge of Lady Franklin
—that the final record of the fate of Franklin and
his companions was discovered, and the same expe-
dition added the knowledge of some 800 miies to our.
charts.

The work of Arctic exploration, thus advanced by
successive naval officers, has since been carried on by
enterprising navigators of many nations. The last Arctic
voyage in which ships of the British Navy were engaged
was that of Sir George Nares, who, with the Alers and
Discocery, in 1875-76, attempted, by way of Smith
Sound, to reach the Pole.  Severe scurvy put an end to
the work of the sledge parties; but, as Rear-Admiral
A. 4. Muarkham, who was with the expedition, says:
“ J'hie north.west coast of Greenland was explored to lati-
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her the monopoly of the supply of slaves to the Spanish
possessions in America. We need not trace the rise of
public feeling against the horrors of the trade, nor the
circumstances that led to the abolition of it; but the
horrors of the “ middle passage” should not be forgotten.
When first the Navy took part in the work of abolition,
five or six ships, ill-selected and unsuitable, were ordered
to cruise on the African coasts, and were withdrawn
during several months of the year to avoid the rainy
season. Our treaties with foreign powers at the same
time restricted the work. But, mainly through the exer-
tions of Lord Palmerston, there were grafted into the
international code of Europe the enactments necessary
for giving cffect to the abstract resolutions of the Congress
of Vienna. From that time forward the squadron upon
the African coasts has been able todo no little in check-
ing the trade; and a very brilliant chapter of naval
history would recount the gallant deeds that have been
done in this work. Yet-there were some, about the year
1850, who werc stoutly opposed to the maintenance of the
squadron, on the ground that its cost exceeded its worth,
and that the African coasts were “the grave of British
seamen.” We may well feel glad, however, that the British
Navy has never ceased its work in the repression of
slavery, and has set an example to the world of energy
and efficiency directed to the good of humanity. Both
on the West Coast of Africa and on the East, as well as
carlier on the American littoral, by the exercise of
vigilance and determination, in circumstances involving
no small risk to individuals, the maritime avenues of the
nefarious traffic have been closed. For the encourage-
ment of this arduous labour, a system of sufficient
bounties has been wisely devised, and the recent blockade
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three practices which form notable chapters in romance.
How efficiently the Navy has checked the smuggling
which once was rife, is very well known. The .
smuggling trade had grown so vast at the end of
the last century, that, according to a pamphlet of
1779, the greater part of 3,867,500 gallons distilled
annually at Schiedam was smuggled into England, while,
by way of France, prodigious quantities of tea were
surreptitiously introduced. But the smuggler found
himself confronted by an efficient Coastguard service,
and smuggling became and still remains an impossible
trade.! Piracy, too, is now practically extinct, and, so
long as the Navy is efficient, will never again lift its
head. Yet we saw, in an earlier chapter, that, during
the Middle Ages, piracy was the scourge of commerce,
which it crushed as with an iron grip. We shall not
forget the pirates of the Irish Sea, nor how the Pick-
pocket of Dover captured Strafford’'s baggage, an
immense store, when he went over to Ireland to assume
his duties as Lord Deputy. But Strafford, stimulated
probably by this personal incident, with the resolute
determination which was his characteristic, put an end
to piracy in those waters, and swept the frecbooters from
the sea; and thus, and only thus, did his firm govern-
ment of Ircland become possible. Chapters might be
filled with our naval dealings with the buccancers and
pirates of those days. Lord Exmouth’s operations against
the Algerine pirates (1816), and those of subsequent
years (like Blake's earlier expedition to Algiers), took the
form of hostilities against a pirate nation. These, as

! See “Smuggling Days and Smuggling Ways ; or, the Story of
a Lost Art,” by Lieutenant the Hon. Henry N. Shore, R.N.
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of old, should be foremost. Neither can we lose th
services of the Navy as a chief instrument in the re
pression of slavery, and in maintaining the peace of th
seas. :

—-— T - -

A SLAVER IN THE PRESENT DAY.
(East Coast of Africa.)
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better, painting the English standard reversed, with the
fly to the mast, in a picture representing the destruction
of the Spanish Armada in 1588.

The three principal flags which we now connect with a
ship of war are the ensign, the “ Jack,” and the pennant,
the first-named being borne at the peak or on a staff in
the stern of a vessel; the second in the bows; and the last
at the masthead. It is immaterial to the flying of these
three flags whether a ship has one mast or more, and as
a matter of fact their prototypes were carried by the
ships which had but one. Oddly cnough, though, the
ensign and the “ Jack” have to a certain extent changed
their significance, for whereas the former was purely a
sign of nationality and the latter of ownership, the white
ensign now denotes that the vessel is in the country’s
service, while the “Jack,” which is common to both
land and sea forces, has become the national emblem.

The pennant, on the other hand, has always denoted
the rank of the commander of the vessel. In ancient
times he was a soldier, and, in the smaller craft, a man-
at-arms bearing on his lance a single-tailed pennon
which he transferred to the ship. In more important
vessels he was a knight, who carried a swallow-tailed
banner, or, as some say, a burgee, now the distinguishing
flag of a commodore, or captain in command of a
division. And then, on more important occasions, a
knight-banneret went afloat, perhaps in charge of the
expedition, and his square flag is now carried by our
admirals. At first these flags, indicative of individuals,
appear to have been the only ones flown, although in
some cases a banner dedicated to the patron saint of the
expedition would be prominently displayed. It is prob-
able that the flag with a blue border and a cross of gold,
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community to which the ship belonged ; and to these there
was added very early in the thirteenth century the banner
which is still the distinguishing mark of English nationa-
lity. The usc of the St. George’s cross for this purpose
appears to have originated at the time of the Crusades,
when it became desirable for several reasons, and not the
least that of discipline, for the soldiers of each contingent
of the Christian forces to bear some sign which, while it
marked the common purpose, enabled those of one
nation to be easily distinguished from the other. The
cross was the emblem that every Crusader had assumed,
but, while the French chose a white cross on a blue
ground, the English adopted red on white; and these
crosses were displayed, not only on the soldiers’ surcoats
and trappings, but also on the banners. When Richard
Cceur de Lion embarked in the English fleet which
carried him from Messina to the Holy Land, there
cannot be a doubt that the St. George's cross was
hoisted by all the vessels, and it does not scem improb-
able that henceforth it became usual for English ships
to fly it.

It is uncertain whether this device became the English
flag of command at once, or whether the personal banner
of the leader still continued to hold that significance.
It is quite clear, however, that throughout the thirteenth
century the flags carried by ships bore a greater import
than they had done previously. Thus in 1217 we are
told that, when the Cinque Ports’ fleet went out to meet,
and so gloriously beat, the invading squadron under
Eustace “the Monk,” instructions were given to one of the
Kentish sailors that, on engaging the enemy’s flag-ship,
he was to board her, climb the mast, and cut away the
banner, in order that “the other vessels may be dispersed
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of ownership and nationality were five hundred years
ago.!

About the middle of the fourteenth century that which
had been custom became law, and the red cross on the
white ground which flew over the ships at Sluys was
legalized as the badge of English nationality. In 1345
or 1346 more than one hundred and sixty ‘pennon-
cells, with the arms of St. George on them ” were made
for the fleet, showing that each vessel was to carry such
a pennant. In smaller quantities banners, bearing the
image of each ship’s patron saint or an emblem having
some association with his name, were supplied, as well as
a few larger flags with the cross.

These latter were probably flags of command, as we
are told that when Edward IIl. set forth on his expe-
dition to invade France, he “declared himself admiral
for that voyage ; took the ensign (the flag of command,
and not the standard) from the Earl of Warwick, and
running ahead, led the fleet with a fair wind.” It is
worthy of remark, too, that there are several allusions in
the old chronicles leading one to suppose that the dis-
play of extra flags, that is to say, flags in addition to that
of the port, denoted the warlike purpose of the vessel

! The seals of the Lord High Admirals of England throw much
light upon the flags flown in mediweval ships, and upon the heraldic
character of sails, which cannot, in the early period, be dissociated
from them. The square sail of the ship represented in the seal of
Sir John Holland, Earl of Huntingdon (circa 1437), bears the lions
of England within a bordure semée of fleurs-de-lys. The arms
depicted on the sail in the seal of Richard, Duke of Gloucester
afterwards Richard III), are those of England and France
quarterly, with a label of three points, and the same are displayed
on a large square banner flying from a staff in the aft-castle. In
other cases the cross of St. George flics in this position,
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a yellow diamond or oval, one bearing the St. George’s
cross, the other, the harp of Ireland. Inthe admirals’ flags
the compartment was encircled with a laurel wreath. At
the same time it is pretty nearly certain that in what is
technically called the “fly ” of the ensign the Irish harp
appeared, and that the * Jack ” worn at the head of the
spritsail-topmast reverted to the old St. George's flag.
It has, however, been stated also that the “ Jack” of this
period bore the crosses of St. George and St. Andrew
combined, with the Irish harp in the centre of the flag.'
The blue colour, being Scotch, was now made dis-
tinctive of the rear squadron instead of the van, changing
places with the white. It was under these flags that
Blake won his victories.

At the Restoration the Union flag was restored both
as a “Jack” and as a flag of command ; Pepys noting,
under date May 13th, 1660, that a council of war was
held “to acquaint them that the Harp must be taken out
of all their flags, it being very offensive to the King.”?
In Van der Velde's picture of the fleet bringing home
Charles, the Naschy is shown with the standard at the
main, the Admiralty flag at the fore, the Union at the
mizen and at the sprit-topmast head, and a red ensign
with the St. George’s cross in the upper canton at the
stern. As Van der Velde was there in person this is
doubtless a correct presentment.

In May, 1707, when constitutional union was made
with Scotland, in the reign of Quecn Anne, the “Jack”
was for the first time placed in the upper corner of the

! “The National Flags of the Commonwealth.” * Journal Brit.
Arch Assoc.,” vol. xxxi. p. §4.

? “The Diary of Samuel Pepys,” Wheatley’s edition, vol. i., p. 138.
(G. Bell and Sons.)






96 THE BRITISH FLEET. [PART I

mizen peak it was held a sign of victory to trail the
enemy's flag over the taffrail in the water, and in pictures
of the battle of the “Glorious 1st of June,” 1794, this
method of illustrating defeat is shown. In later days it
has been customary to hoist the flag of the beaten enemy
underneath your own to convey thc same information.
To do this in time of peacc is regarded as an insult,
and if donc by mistake, in dressing ships for example,
an apology would be demanded. To reverse the ensign,
that is to say, to hoist it upside down, is a signal of dis-
tress, and this is accentuated by making it into a *“ weft,”
which is done by knotting it in the middle. This method
of showing distress by means of a *“weft” is mentioned
in naval works written in the recign of James 1. The
“Jack” is also used for other purposes than to denote
the nationality of the ship and as a flag of command.
When hoisted at the mizen peak and accompanied by a
gun it is the sign of a court-martial ; when at the mizen
topgallant masthead, it significs that the ship flying it
has the guard for the day; and when surrounded by a
white border it is shown at the foretopgallant masthead
it is the signal for a pilot, and in this shape it is known
as a “ Pilot jack.” The “Jack™ also occurs in all com-
binations of signal flags denoting a ship’s name, and last,
sad but honoured use, it is the pall of cvery soldier and
sailor.  Why, or dating from what period I cannot say,
but it has long been customary when a man-of-war is
ordered to pay out of commission, to hoist at her mast-
head an immensely long pennant, which has therefore
become the sign of the homeward bound.

Signals are of great antiquity, and werc very early in
use among maritime nations. Ilag signals were em-
ployed in the English service in the thirteenth century,
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the strategical value of the positions chosen by the
Count of the Saxon Shore, made itself obvious to their
successors who had effected settlements on the littoral,
and this was the origin of the Cinque Ports--at first a
congeries of trading communities linked together for
mutual protection and closely connected with wealthy
and powerful ecclesiastical bodies, and later the nucleus
and support of a naval association capable of serving the
State in war time.

As affairs became more settled the guardianship of
the seas, and the control of the naval forces (at that
period, and for long after, a composite fleet consisting
partly of vessels the private property of the ruler, and
partly of “ people’s ships,”) became vested in the Crown,’
and their management devolved on the King and his
Council, before whom competent persons were, from
time to time, summonced to give advice upon maritime
affairs. It is noteworthy in this connection that the
earliest extant minutes of the proceedings of the King's
Council relate to matters connected with the Navy, and
arc addressed to Sir John de Roos, one of the admirals
of the northern fleet in 1337.

It was customary, however, to delegate this control,
either partially or in full, to officers who were at first
styled “Guardians of the Scas,” and afterwards admirals.
But, while the King’s ships remained few in number, the
duties of this official, or his court —which seems to have
had an existence at least as early as the reign of Henry 1.
(1100)—chiefly related to civil and criminal causes con-
nected with maritime affairs—duties which were similar
to thosc afterwards exercised by the Lord High Admiral

' Sir H. Nicolas's “ History of the Navy,” vol. ii., p. 188.






104 THE BRITISH FLEET. [PART II.

From this date onward, the title of admiral, presently
combined with that of captain, was held by two, and
sometimes three, officers who were from time to time
appointed to the command of fleets for the protection of
the coasts. The same powers were exercised by these
officers as had been previously exercised by the
“ Guardians of the Sea,” and they seem not only to
have had executive administration, but to have held
court and decided causes within the limits of their
jurisdiction, either summarily or after investigation of
the facts by a jury of mariners.

The minutes of the Council in 1337, referred to above,
contain directions to the admiral to impress ships and
men for the King's service, and summon men-at-arms,
armed men, and archers, who are to be reviewed before
embarkation.! It is not stated for what expedition this
mobilisation of the northern fleet was needed, but the
ships were to assemble at the port of Orwell (Harwich),
and the soldiers were to be victualled and embarked at
Yarmouth. The admiral was instructed to personally
superintend the equipment of ships and the choice of
men for their crews, as well as to “ hold Court according
to maritime laws.”

About the middle of the fourteenth century the

' It appears from the ‘ Close Rolls of Edward I1.” that such
administrative business as the levying of ships had been transacted
earlier through the King’s Chancery, without the intervention
of the admiral. Thus, in 1308, requisitions were addressed to
Robert de Kendale, Constable of Dover Castle and Warden of
the Cinque Ports, and to the “barons, bailiffs and men” of the
ports, as well as to the mayors and bailiffs of the southern ports,
to provide men and shipping for service against the Scots. It was
Robert de Kendale also who, in 1313, furnished shipping for the
King’s journey over-sea.
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whom the management of the civil affairs of the Navy
had becen committed.

An important development of the executive administra-
tion of the Navy took place in the reign of James I. by
the appointment of a Council of men of rank, or of naval
cxperience, to assist Buckingham, who had succeeded
Nottingham as Lord High Admiral, in the management
of naval affairs. This Council may be deemed the fore-
runner of the Board of Admiralty as now constituted, as
it prepared the way for the further change which took
place in 1628, when the office of Lord High Admiral
was, for the first time, placed in Commission, the Com-
missioners being the great officers of State.  During the
Commonwealth both the Admiralty and Navy offices
were managed by Committees of the House of Com-
mons, the Commissioners receiving an allowance of 3s.
per diem.'!

At the Restoration Charles II. appointed the Duke of
York Lord High Admiral, but the introduction of the
Test Act in 1673 compelled the Duke to resign his
office, which was then placed in Commission, the Com-
missioners, as before, being the great officers of State,
with Prince Rupert at their head. King Charles took
advantage of the change to reserve to the Crown the
tenths of all prizes, and other droits of Admiralty. This
Commission continued until May, 1684, when King
Charles assumed the government of the Navy person-
ally, and retained it until his death.! James II. on his
accession, mindful of the jealousies that had arisen
between the sovereign and himself when Lord High

' For many details of the above changes see Pepys’s “ Diary ”
and * Memoirs,” and “The Eng. Hist. Review.”
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be moved that His Majesty be humbly advised to con-
stitute a Commission of Admiralty of such persons as
are of known experience in maritime affairs: and for the
future all orders for the management of the fleet do
pass through the Admiralty that shall be so constituted.”

It would seem that this Act was declaratory rather
than creative; it recited and recognized the ancient
power and privilege of the office, while it checked the
influence of the Crown.

This resolution, and the statute above referred to, are
the original authority for the constitution of the Board
of Admiralty in its present form. One of the early acts
of the Commissioners thus appointed was to double the
pay of the officers of the fleet, though it was reduced
again in 1700. The reasons given for this liberal increase
were somewhat curious :(—First, the scale of pay was not
equal to that of neighbouring nations; second, King
James had established table money, and had led officers
to expect they would receive it—an expectation which
was not fulfilled ; third, the great and general neglect
and remissness of officers in discharge of their duty.

In 1701 King William III. dissolved the Commission
and appointed the Earl of Pembroke Lord High Ad-
miral, much against his will, “as he saw it would draw a
heavy load upon him, and he was sensible that by his
ignorance of sea affairs he might commit errors.” The
expectation was justified, and in the following year he
was dismissed from office.

The charge of the Navy now devolved on H.R.H.
Prince George of Denmark, who in 1702 was appointed
Lord High Admiral of Great Britain, with a Council to
help him, and retained office until his death in 1708.
Of his administration Burnet says: “The making of
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James Graham in 1832, which are dealt with later
on in connection with the Navy Board) took place
in the constitution of the Admiralty until December,
1868, when the officc of Third I.ord was merged with
that of Controller, who then for the first time had a seat
at the Board, while the officc of Fourth Naval Lord was
abolished.

The reason for giving the Controller a seat at the
Board, and making him the superintending Lord for all
busincss connected with the building and repair of ships,
with guns and with naval stores, was the anomalous
position he occupied by being placed under the super-
vision of the First Naval Lord—i.e., the officer specially
concerned with the strength and efficiency of the flecet—
so that, practically, the only member of the Board in a
position to enforce economy in shipbuilding was the one
who was most interested in increased expenditure.

By Order in Council of January 14th, 1869, the First
Lord was declared to be responsible to the Sovereign
and to Parliament for all business of the Admiralty, the
other members acting as assistants in the transaction of
the duties, which were divided into Personnel, Material
and IFinance,

The Board thus constituted consisted of the First Lord,
the First Naval Lord, the Third Lord, who was also
Controller, the Junior Naval Lord, the Civil Lord, the
Parliamentary Secretary and the Permanent Sccretary.
The Parliamentary Sccretary became responsible to the
First T.ord for the finance of the department, in which
duty he was assisted by the Civil Lord, the Permanent
Sccretary taking exclusive charge of the Sccretariat
under the First Lord.

By an Order in Council of March 19th, 1872, the






114 THE BRITISH FLEET. [PART IL

well be considered essential in the holding of a high
political office. The advocates of one view may cite
the facts that Lord Anson, a naval officer, was First
Lord in Lord Chatham’s administration, one of the
most successful in English history, that Lord St. Vincent
acted in the same capacity under Pitt, and that Lord
Barham was in a similar position during Nelson’s
triumphs in 1805; while their opponents may bring
forward the opinion of Sir James Graham, who, when
questioned by the Select Committee of the House of
Commons in 1861, replied, “If you ask me whether I
think them [7e., naval officers], the best administrators
in their mixed capacity of Civil and Naval servants, I
am not of that opinion.”

H.M. STEAM FRIGATE ‘ FIREBRAND,” 6 GUNS.
(Built at Portsmouth, 1843. Broken up about 1867.)
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and appointed certain other officials charged with the
administration of the various naval départments. Par-
ticular duties were assigned to each member, and they
were ordered to meet at least once a week at the office
on Tower Hill and to report their proceedings monthly
to the Lord High Admiral.

The morality of those times, especially in money
matters, was notoriously lax, and it is not surprising,
therefore, to find that charges of peculation against all
the departmental officers and their subordinates were
exceedingly rife. It is, however, doubtful if the greater
part of these accusations of maladministration were well
founded, and those who are interested in the matter may
be referred to the articles of Professor Laughton, in the
“Dictionary of National Biography,” upon the naval
officials of the time, and to Mr. Oppenheim’s papers in -
the * English Historical Review.”  The subject of
victualling I have deemed important enough to deal
with separately.

Benjamin Gonson was Treasurer of the Navy in Henry
VIIIL's rcign, and in those of the two succeeding
monarchs, but, in 1578, he was succecded by his son-in-
law, the famous Sir John Hawkins, who managed the
Navy for scventeen years, and by common consent did
more than any other man to organize victory for our
ficets in 1588. His duties included the superintendence
of the administrative work at the dockyards ; of the con-
struction and repair of ships; and generally of cvery
executive detail connected with their equipment. To
his judgment, knowledge of naval affairs, and cffective
supervision, it was largely due that our ships “ were more
handy, more weatherly, and more hecavily armed than
those of Spain, and, above all, that they were ready
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patriotism and ability, whatever she thought of their
honesty, the Queen had confidence.

That James I. paid as much attention to the Navy as
he did, seems to have been due, at least in part, to the
Commons. But it has been claimed for him that his
personal interest in it was even greater than that of
Elizabeth, and it should be mentioned that he established
the Shipwrights’ Company, and placed at its head Mr.
Phineas Pett, the designer of the Prince and the more
noted Sowereign of the Seas.

The abuses of naval administration had, however, now
become so great that in 1618 the Board of Principal
Officers was dissolved and a Council of Commissioners
appointed, responsible only to the Lord High Admiral,
but with absolute charge under him, and powers to
““manage, settle, and put the affairs of the Navy in a
right course, and to take such measures as they might
deem nccessary to prevent the continuance of the great
frauds which prevailed.”

So long as Hawkins had been Treasurer of the Navy,
and even so long as Llizabeth exercised a keen super-
vision over the affairs of the sea service, the fact that
Nottingham as Lord High Admiral took little interest
in the details of its administration was not of great con-
sequence, but from about the time when Sir Robert
Mansell was appointed Treasurer, in 1604, the system of
control and the conduct of the Navy Office became
utterly scandalous and corrupt. In 1608-9 an inquiry
was held by Commissioners specially appointed, and
their report, with the depositions on which it was based,
is still in existence.’ Among the abuses reported on,

'S, P. Dom, Jas. L. xli. Cott. MSS. Julius F. iii.
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were managed by a Committee of Parliament, but on the
restoration of Charles II. the Duke of York, being
appointed Lord High Admiral, at his suggestion the
Navy Board was reconstituted, and three new Commis-
sioners, Lord Berkeley, Sir William Penn, and Mr. Peter
Pett, were appointed to act with Sir George Carteret, the
Treasurer-Controller, Sir William Batten, Surveyor, and
Mr. Samuel Pepys, Clerk of the Acts, as Principal Officers
and Commissioners of the Navy. A set of instructions
and standing orders for the guidance of the Principal

” Officers and Commissioners of the Navy, and the superior
officers of the dockyards, was also drawn up, and proved
to be of great value. These instructions were printed in
1717, and in the preface, written by a naval officer for
the published edition, as well as in Pepys’s “ Memoirs
of the Navy,” printed in 1690, many interesting and
instructive details of the naval administration of this
period will be found.

In 1670 the whole business of the Navy, including the
victualling and transport work, was conducted by the
Navy Board, and had scemingly returned to the old
groove. In that year “ A Sailor” wrote to a member of
the House of Commons :—

“When men are established Commissioners what is
their business ? If they have bought their place then
they must make good their purchase money : they must
get something to liveat a great rate ; they must provide
something for their children’s portions; they must lay
by something to make their pcace when they are found
tardy ; they must reserve something to live upon when
they are old, and after all these somecthings it is ten
to one if the people have anything left besides taxes.”

Perquisites abounded ; each Commissioner had a
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labourer allotted to him, whose duty it was to cut off board
ends and carry them to him daily ; then they had an allow-
ance of tongues, beef, pork, and marrow-bones, the tails
of the hogs and the kernels of the oxen going to the
clerks, who were also allowed the privilege of cutting
“ beef and pork steaks from the flesh.” Nor was this all.
The same “ Sailor” goes on to say that “the Commis- -
sioners and their friends, by making interest for their
friends to sell in Provisions, have too often been the
occasion of bad Provisions being brought into the stores ;
for when Goods are bought by favour and affection the
Quality of the Commodity is not considered, but the
gratuity to the officer is the principal Verb. By this
means the Victualling was a long time supply’d with
Bread made of undue mixtures, as Horse Beans, Pease,
Rye, Barley,etc. Nay, damaged Pease have been bought
out of the office, afterwards dry’d over the Baker's
oven, ground into Flower, Bread made of it, and sold into -
the office at the same price as if made of all wheat.”

All perquisites in connection with the victualling of
the Navy were taken away in pursuance of an address of .
the House of Commons in 1702, with the exception
of *the antient custom of issuing out a Proportion of
Tongues to the Commanders, which was ordered to be
continued, in regard they are no charge to the Govern-
ment, but given in by the Contractors.”

At this time the whole of the business of the Navy, .
including the Victualling and Transport dutics, was
conducted by the Navy Board, but in 1683 the Board was °
rclieved from the Victualling work, which was intrusted -
to four Commissioners, a number increased in 1689 to
five, and in 1794 to seven.

From a treatisc on the “Dominion of the Seas,”
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These were distinguished as follows :—The Navy Office,
in Crutched Friars, was charged with the building, re-
pairing, and fitting out of ships and with mustering their
ships’ companies. The Victualling Office, on Tower Hill,
with a subsidiary establishment at Deptford, with victual-
ling. The Ordnance Office, in the Tower, with the provi-
sion of warlike stores; this office had both a civil and
military branch, and supplied the troops and garrisons as
well as the Navy. The Pay Office, in Broad Street, had to
do with the payment of wages, half-pay, and widows’ pen-
sions. The Sick and Hurt Office, in Tower Hill, with pro-
viding for the sick ; this office had agents at the various
ports, and in addition to the care of sick and wounded,
provided for their use afloat such luxuries as sugar, sago,
barley, spices, currants, and portable soup as well as
medicines. The Trinity House in Water Lane, Tower
Street, was charged with the examination of officers’ quali-
fications. The Chest, at Chatham, provided gratuities
to the wounded and maimed. The Royal Hospital, at
Greenwich, received seamen when superannuated. The
Receiver's Office, on Tower Hill, was charged with
the receipt of sixpence a month deducted from each
person’s wages in the Navy, and also from every sea-
man’s in the merchant service, for the support of Green-
wich Hospital. The Marine Office, at the Admiralty
Office, administered the marine establishments. The
Court of Admiralty, at Doctors’ Commons, was charged
with the trial of maritime offences. The Board of Longi-
tude, with the discovery of the longitude. And the
Royal Academy, at Portsmouth, with the instruction of
youth for the Navy.!

! See a curious little work called “The Neptune of Europe,”
published by John Bell, British Library, Strand, 1782.






126 THE BRITISH FLEET. [PART 1L

office allotted to them. The Commission was reduced
in 1717 and abolished altogether in 1724, peace having
reigned of some time: the work of providing transport
for troops and army stores then devolved upon the Navy
Board ; the conveyance of provisions for the fleet upon
the Victualling Commissioners; while the Ordnance
Office engaged such freight as was required for that
department.

In consequence of prevailing abuses the Commission
was revived in 1794, the constitution consisting of two
naval officers and a civilian: in January, 1796, the
business relating to the care and custody of prisoners of
war, other than those who were sick, was transferred
from the Commissioners of Sick and Wounded to the
Transport Board, to which two members, one a naval
officer and one a civilian, were added. In 1806 the
whole of the business of the Sick and Hurt Office, hitherto
intrusted to thrce Commissioners, two of whom were
physicians, was also transferred to the Transport Board,
the scnior physician being added to the number of
Commissioners. This arrangement lasted until 1817,
when the Commission was again abolished and its
powers transferred to the Commissioners of the Navy
and Victualling respectively.

With sundry unimportant changes the constitution of
the Navy Board remained the same until 1832, when
the Premier, Earl Grey, who had himself filled the office
of First Lord of the Admiralty, directed Sir James
Graham, then First Lord, to reform the system of
administration, dirccting his attention more particularly
to the construction of the Board of Admiralty, the Navy
Board and the Victualling Board. The main object
of Lord Grey was the concentration of power, and with
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structors. The duties connected with the purchase of
naval stores were also, in 1869, detached from the
Storekeeper-General and intrusted to a Contract and
Purchase Department, now presided over by a Director
of Navy Contracts, the title of Storekeeper-General itself
being abolished and the modified duties taken over by a
superintendent, now Director of Stores. In 1869 the
title of Comptroller of Victualling and Transport service
—from whom the Transport duties had been detached in
1862—was altered to that of Superintendent of Victual-
ling, which was, in its turn, changed to Director of Vic-
tualling in 1879 ; while, in 1841, the Physician-General
of the Navy became known as Inspector of Naval
Hospitals and Fleets, a title changed in 1843 to that of
.Director-General of the Medical Department.

The Transport duties were detached from the Victual-
ling Office in 1862, and placed under a Director of Trans-
port, the salary being originally fixed at £1,000 per
annum, with a house, or £200 allowance in lieu thereof :
in 1858 a salary of £1,300 per annum was attached to
the office, but the present emoluments are £1,200 per
annum, the holder of the appointment being a naval
officer.

The pressure occasioned by the Russian war was met
by the appointment in February, 1855, of Captain
Craigie, R.N., Major Robertson and Mr. William Drew,
with Mr. Giffard as Secretary, to be Directors of Trans-
ports and of Prisoners of War, an arrangement which
lasted until March, 1857, Mr. Drew, only, rctaining office
until May, 1858.

Another former member of the Navy Board—then
known as “Civil Architect and Engineer”—is now
represented by the Director of Works; the Hydro-
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allowed to pass down the river unless a certificate of such
purchase was produced.

The scale of victualling at this time, for man or boy,
was one gallon of beer, a pound and a half of bread or
biscuit, and two pounds of fresh or salt meat per diem,
except on fast days, when a pound and a half of salt fish
were substituted. Half a pound of butter was allowed
six times during a month of twenty-eight days and the
same amount of cheese.

The quality of the regulation provisions appears to
have been frequently very bad, for, says a seventeenth
century writer, “ In the late Queen’s time many thousands
did miscarry by the corruption as well of drink as of
meat.” 'Ralcigh says that old oil and fish casks were
used for the storage of beer, and Sir Richard Hawkins
thought that in twenty years 10,000 men died from scor-
butic affections. The men certainly required good food
and plenty of it, for their accommodation was of the
worst, insufficient, and badly ventilated, and the smell
from the ballast which all ships carried, and which was
seldom changed, must have been poisonous. The intro-
duction of hammocks in 1597 was doubtless a great
improvement on the previous state of things, the misery
of which is well depicted in Lord Howard’s letters in
1588, after the Spaniards were beaten and the danger
had passed. He writes :— Sicknes and mortalitie begin
wonderfullie to growe amongste us..... the Elizabeth
which hath don as well as eaver anie ship did in anie
service hath had a great infectione in her from the be-
ginning, soe as of the 500 men which she carried out, by
the time she had bin in Plymouth three weeks or a month
there were ded of them 200 and above, soe as I was
driven to set all the rest of her men ashore, to take out
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other three days in the week one quarter of stock fish,
half a quarter of a pound of butter, and a quarter of a
pound of cheese ; saving for the Friday to have the
quantity of fish, butter and cheese but for one meal, or
else instead of stock fish such quantity of other fish or
herrings as the time of the year shall allow.”

The contractors were paid 7id. per diem for every
man'’s victuals in harbour, and 84. per diem when at sea.
The compulsory fast days were the origin of the term
“Banyan days,” no meat being issued on Mondays,
Wednesdays, and Fridays: this restriction was removed
in 1824.

In 1680 the Commissioners of the Navy took the vic-
tualling into their own hands, but put it out to contract
again in the following year. Colonel Pride and others
were the purveyors through the first Dutch War up to
1655, when the Commissioners resumed control and de-
puted threc of their number to manage matters. This
arrangement lasted until the Restoration, when Mr.
(afterwards Sir) Dennis Gauden was appointed * Sur-
veyor-Generall of all ye victuals of his Majesty’s Navy.”

Mr. Gauden does not appear to have thought that he
had got hold of a very good thing, or, at any ratc, after
a fashion not unknown to contractors nowadays, he
thought it worth while to endeavour to convey that im-
pression to other people. In 1663 he had a great dispute
with the “best of the Commanders going against Argier
about their fish and keeping of Lent, which Mr. Gauden
so much insists upon to have it observed, as being the
only thing that makes up the loss of his dear bargain all
the rest of the year.”?

Notwithstanding his “dear bargain” he found means

! Pepys's * Diary.”
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to present Pepys with two silver and gilt flagons in 1664,
and with the substantial douceur of £500 in the following
year, possibly as a mark of gratitude for the “great ten-
derness ” with which, as Pepys says, a little difficulty
had been arranged in 1663 between Mr. Gauden and the
Lord Treasurer as to the security to be given by the
former for the customary advange of money on his annual
declaration. _ .

. The scale of diet given by Sir W. Monson, in his
“ Naval Tracts,” approximates closely to that specified
in the contract above referred to, the description of fish
to be served out to the men being given as “ haberdine
(¢.e, dried salt cod), ling or cod in the proportion of a
side of salt fish to every mess of four men.” Stock fish
or salt fish, bread and wine, had been the staple food of
English seamen from the earliest times.

The ration of beer, one gallon per diem, served out to
every man and boy appears large, but it must be re-
membered that at that time, beer stood in the place of
wine, tea, spirits, and, in the case of sailors, even water ;
for no means then existed by which it could be con-
densed, and it was not yet the practice to carry it in
tanks.

The beer supplied by contract was for many years of
infamous description, notwithstanding the fact that the
contractor had to make oath that he had used the
proper proportion of malt and hops; and there is abun-
dant evidence that it was a prime cause of the disease
which wasted our fleets on foreign stations to an almost
incredible extent. “A hot country, stinking meat,
maggoty bread, noisome and poisonous scent of the
bilge-water, have made many a brave sailor food for
crabs and sharks.” And again, “where we had one
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It will be convenient now to complete our notes
upon the use of alcoholic beverages in the Navy.
The ration of spirit was reduced from half a pint to
one gill in 1824, in which year tea was first issued, and
the evening grog was abolished. The introduction of
the imperial measure, however, in 1826, in lieu of the
wine measure hitherto used, added one-fifth to the ration,
and the custom of serving evening grog recommenced.
In 1850, in consequence of repeated complaints by com-
manding officers, it was again decided to reduge the
ration by one-half, the evening portion being then
stopped fog a full due. Both officers and men were at
the same time granted an increase of pay proportionate
to the savings price of the rum.

The ration of salt meat was also raised from three-
quarters of a pound to one pound per diem and the
allowance of sugar increased ; mustard and pepper were
now for the first time introduced, being issued in lieu of
a portion of the oatmeal and vinegar hitherto allowed.
The committee intrusted with this investigation further
recommended that the issuc of raw spirits should be
entirely discontinued, that the allowance should be
mixed with threc parts of water, and that no spirit
should be issued to midshipmen or boys except under
special circumstances.

In 1881 the issue of the spirit ration to officers, other
than warrant officers, was discontinued, a small sum
being paid in lieu to the respcctive messes. At the
same time, in the case of the ship’s company, the issue
was limited to men over twenty years of age.

Returning to the seventeenth century, we find that
Pepys, in his letter to Sir William Coventry concerning
the victualling of the Navy, dated Greenwich, January 1st,






140 THE BRITISH FLEET. [PART II.

being the bulrush of which ropes were formerly made,
and, hence, a slang term for meat that is ropy and salt.

Another evil complained of was that certain captains
or “ Huntsman Commanders” as they were called, made
a practice of keeping packs of hounds on board ship,
a practice denounced' as a dog's trick upon poor
sailors, “who, instead of handling of sails and hauling
the main tack aboard, were employed in that pretty
diversion of looking after hounds.” It was one man’s
business, at least, says this writer, to fling the bones
overboard when the captain’s dogs had dined. He goes
on to speculate curiously as to where the dinner came
from, since the dogs were not borne upon the purser's’
books, and *“‘yet they had provisions when the poor
sailors wanted theirs.” Most of these evils he traces
to the Secretary of the Admiralty, whom he describes as
crouching behind his periwig, like a rat behind a butter
firkin, on the look out for perquisites.

In 1690 one-fourth of the beef was ordered to be re-
duced and made good by flour and raisins, *not worse
than Malaga,” and about the same time efforts were
made to obtain fresh water from salt by distillation,
several patents being granted and experiments carried
out. Among others, Captain Walcot submitted (1702) a
proposal of this nature which was reported to be “very
practicable,” and sixty years later Dr. Lind showed the
feasibility of the process. It was not, however, until
many yecars later that the practice was generally adopted.

The practice of stowing water in tanks was only
partially adopted prior to 1813, after which date the
system became general. The benefits derived from the

1 Letter from “ A Sailor to a Member of the House of Commons.”
Radstock Coll., Royal United Service Institution.
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remove by means of wool before use; but in 1869 the
present practice of fortifying the juice with rum was
resorted to.

Cocoa was introduced as a Navy ration in 1825, the
breakfast ration prior to that having been *“burgoo,”
an unpopular mixture made by boiling oatmeal in water
and sweetening it with molasses, when obtainable.

The practice of preserving meat commenced about
1812. At first the issues were only used as a “medical
comfort,” but the success attending this use led to the
general adoption of these preparations.

The practice of supplying libraries to Her Majesty’s
ships originated in the distribution of tracts and religious
books through the agency of the chaplains, a custom of
very early date, since it is referred to in a diary of 1704.

In 1816 the “ Naval Chronicle” records the fact that
Lieutenant Baker and Dr. Quarrier, officers of H.M.S.
Leander, then fitting out at Woolwich, proposed the
formation of a library on board that ship, and offered to
contribute thereto their own libraries consisting of several
hundred volumes. The introduction of the Seamen'’s
Librarv in something like its present form was also
partly due to the exertions of the philanthropist, Mrs. Fry,
who first induced the Admiralty to supply libraries to
naval hospitals and then to extend the practice to the
Coastguard. These libraries consisted chiefly of reli-
gious books, and the Government grant in aid of the
project was supplemented by various societies and by
private contributions.

“In July, 1838, the supply of libraries to sca-going
ships was sanctioned by the Board of Admiralty, large
ships being provided with 276, and small ones with 156
volumes. These libraries also were to a large extent
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For this latter purpose Deptford is especially well
adapted, being situated in close vicinity to the docks.
Deptford as a shipbuilding yard occupies a large space
in Navy history, but its importance in bygone times
can scarcely have been greater than now, when it is
acknowledged that ‘“the victualling is a business which
requires not only indefatigable industry, but con-
science also, since the lives of British sailors are
dependent upon it, and the integrity of the Empire
upon them.” But Deptford has seen great changes,
and many distinguished men. It was established as
a building yard in 1573, so it is one of the oldest
yards, and had probably been a private yard long pre-
viously. In 1§76 Sir Martin Frobisher, one of the men
who did “signal service in eighty-cight,”' repaired his.
pinnace here before sailing on his first voyage in search
of the North-West Passage. Irom its docks sailed Sir
Francis Drake, in 1577, to circumnavigate the world;
and Sir Walter Raleigh made it his point of departure
in 1589. Frequent reference is made to it by the
diarists Evelyn and Pepys, and the latter sent ten brass
guns to defend it when the Dutch were in the Medway.
Some guns, with the date 1649 cast in the metal, are
still preserved in the yard, and are believed to be
thesc veritable picces of ordnance. Captain Cook com-
missioned the Resolution at Deptford, in 1776, for his
last voyage; and so onc could go on connecting it
with the greatest names in our naval annals. TIinally,
it may be recorded that here Peter the Great learnt to
put ships together. The yard was first used as a
victualling yard for naval purposes in 1742, as a sub-
sidiary establishment to the storchouse on Tower Hill,

! “Life of Sir Martin Frobisher,” Rev. F. Jones, Longmans, 1878.
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but prior to that date a portion of it had been used as a
storehouse by the East India Company, and also as a
place for embarking cavalry for foreign service; part of
the site now occupied was formerly a portion of the
garden of the famous *“Sylva” Evelyn. In 1869 ship-
building ceased, and a portion of the yard was sold.
Twice it has been burnt, in 1739 and 1761, but its
present buildings were erected by Sir Charles Middleton
in 1780.

A great many of the victualling stores supplied for the
Navy come from private contractors, and by far the
larger proportion pass through the Deptford yard to be
tested. In the Navy clothing is not served out to the
men ready made to anything like the same extent as it |
is in the Army; the practice being for the Paymaster to
demand from the Victualling yard sufficient quantities
of every description of material, even down to pins and
necdles, and these are issued to the sailor, on payment,
as he requires them. The responsibility of making up
the garment rests with the individual sailor, who can
either do the work himself or intrust it to a contractor,
but, in cither case, the standard pattern has to be
rigidly adhered to, and it is very necessary, therefore,
that the serge, flannel, calico, etc., should be thoroughly
tested as to quality, strain and dye. As a consequence
of the carc taken in these respects the sailor gets his
food, rum and tobacco, absolutely unadulterated, and his
clothing materials thoroughly sound, good, and com-
paratively cheap. The sailor is nothing if not a grumbler,
and, as he can no longer find fault with the quality or
the quantity of the provisions supplicd to him, he has
taken another tack, and growls, with perhaps some cause,
about the hours at which he has to cat them.
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Admiral, convened at his residence, Wallingford House,
a new council “which highteth the Council of the Sea,
consisting of divers privy counsellors and lords and
knights.” The house in which this council met had
originally been built by William, Lord Knollys, after-
wards Viscount Wallingford and first Earl of Banbury,
from whom it passed into the possession of the duke,
whose body was conveyed thither after his assassination
by Felton in 1628, and was taken thence by night for
burial in Westminster Abbey.

After the death of Buckingham the office of Lord
High Admiral was put into Commission with Edward
(afterwards Sir Edward) Nicholas, the late duke’s private
secretary, as secretary, Juxon, Bishop of London, being
onc of the members. The meetings of these Commis-
sioners continued to be held at Wallingford House until
the exccution of Charles 1. in 1649. It was on this
occasion that, from the roof of Wallingford Ilouse, Arch-
bishop Usher took his last look at the King on his way
to the scaffold.

Wallinglord House then passed into the hands of the
Commonwealth, and the office for “granting passes to
persons going abroad” was located there. At the
Restoration it reverted to the Villiers family and was
occupied by George Villiers, the second and witty duke,
whose birthplace it had been in 1627.

Meanwhile the business of the Admiralty Office had
been conducted in a variety of places: the Earl of
Northumberland, when Lord High Admiral, dating his
correspondence from his house in Queen Strect, Covent
Garden, and his successor, the Larl of Warwick, from
Warwick House in Holborn.

In 1660 the office occupicd a portion of the old Palace
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from each thoroughfare. Pepys’s house was actually
in Sidon Lane, while that occupied by Sir William
Penn was on the north side of the garden. This building,
which no longer exists, was the scene of Pepys’s labours,
and it was here that he underwent the memorable siege
by bailiffs from whom he escaped through .the window
after his faithful subordinates had exhausted their devices
in keeping at bay his foes. Here, too, he acquired wealth
with singular rapidity, which, however, may possibly be
explained by a passage in a letter dated April 6th, 1686.
“ Sure Pepys would value Ossory’s recommendation at
no mean rate, though Eure (ic, W. Hewer, a Commis-
sioner of the Navy, who had been Pepys’s servant) and
he together neglect all where money chink not.” And
again, in a subsequent letter, “ I know the griping temper
of both him and Lure and what rate every poor bo'sun
pays for what he has purchased with his blood and many
years’ hardship.”

During the prevalence of the plague in 1665 the busi-
ness of the Admiralty and the Navy Board was removed
to Greenwich, accommodation being provided in the
*“ Manor House,” otherwise known as the Old Palace, a
building afterwards cleared away to provide a site for the
erection of the present Queen Annc’s quarters. Pepys
did not think much of the change of locality as a security
against infection, for he writes :—* To Greenwich to look
after the lodgings appointed for us there for our office,
which do by no means plcase me, they being in the heart
of all the labourers and workmen, which makes it as
unsafe as to be, I think, in I.ondon.” Business was
resumed in Secthing Lane in the following year, that of

! Ellis’s “Orig. Lett.,” vol. iv, 2nd scries.
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Majesty’s subjects die in our sight and at our thresholds
without our being able to relieve them, which with our
barbarous exposure of the prisoners to the utmost
of sufferings, must redound to His Majesty’s great dis-
honour and to the consequences of losing the hearts of
our own people who are ready to execrate and stone us
as we pass.”!

In 1674, at the conclusion of the Dutch War, the Navy
Board were ordered to enter on board one of His
Majesty’s ships, for victuals and wages, crippled sailors
who applied, in proportion of one cripple to every fifty
of the complement. On November 12th, 1694, King
William III, in his speech to Parliament” said, “he
would be glad if they would take into their considera-
tion the preparing some bill for the encouragement of
seamen,” adding that “they could not but be sensible
how much a law of this nature would tend to the ad-
vancement of trade and of the naval strength of the
kingdom, which was the great interest of the public and
ought to be their principal care.”

Matters were brought to a climax by the number of
wounded scamen landed after the victories of the English
fleet under Russell. The scanty hospital accommodation
was entirely inadequate to meet this fresh strain, and the
palace at Greenwich, already partially rebuilt, together
with eight acres of ground, was appropriated for the
reception of the disabled seamen and the relief of widows
and orphans. Two thousand pounds per annum were
granted from public funds, but, in addition to this, private
contributions came in handsomely. A body of Com-

! “Domestic State MSS.,” chap. ii., cxxxii.
? Journal of the House of Commons, vol. xi., p. 171.
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In 1782 there were in the hospital and school 2,300
men, 140 women as nurses, 150 boys and 5 sick nurses.
The pensioners were clothed in blue, and allowed
clothes, linen, stockings, shoes, and one shilling a week
for tobacco. The clothing consisted of a blue shirt, a
hat, three pairs of blue yarn hose, three pairs of shoes,and
four shirts every two years; in addition to which the
pensioners were allowed neckcloths, nightcaps, and all
necessaries for bedding, which were changed as worn
out. The diet was on a liberal scale, including two
quarts of beer per diem ; and the surplus pea-soup was
distributed at the gate to the pensioners’ families. On
holidays and naval anniversaries thcy were allowed a
double allowance of beef and beer, the latter being also of
stronger mettle. Some of the pensioners were dis-
tinguished as boatswains’ mates, having a narrow gold
edging on their hats and eighteenpence a week pocket
money. To each ward was also allotted a boatswain,
whose duty it was to keep order in the men’s quarters
and to report misdemeanours. He worc broad gold lace
round his pockets, cuffs and hat, and was allowed half-a-
crown a weck pocket money. The boys, all sons of
sailors, were also dresscd in blue, and were educated
from the age of eleven until they were sixtcen at a
school specially instituted for the purpose.

This school in connection with the hospital was
founded in 1712 for the cducation of the children of the
pensioners, but there was also in existence a second
school, entitled the Royal Naval Asylum, which provided
for the education of 600 boys, and was under the manage-
ment of Lloyd’s Patriotic Fund. In 1829, the funds of
this latter establishment were handed over to the Green-
wich Hospital School, which was then divided into an
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various dockyards to serve their apprenticeship before
going to sea. The distinction between the Upper and
Lower Schools was abolished in 1861, the establish-
ment being arranged mainly on the lines of the Lower
School, and so it remains at the present day. The
numbers are now fixed at 1,000, in addition to .which
100 boys have, since 1889, received their education at
the School under an arrangement with Sir W. Boreman’s
Trust.

In the Painted Hall, or Picture Gallery of the hospital,
Nelson’s body lay in state, and was conveyed thence by
water to Whitchall Stairs accompanied by an imposing
procession of barges. In this Hall there is a most interest-
ing collection of paintings, representing many of our most
celebrated naval commanders and their actions. There is
also in the establishment an excellent naval museum.

In 1865 an Act was passed empowering the Admiralty
to grant pensions in licu of food, etc, to such of the
inmates as preferred, and in 1859 another Act made
such pensions compulsory. The hospital then re-
mained unoccupied until 1873, when it was appropriated
to the purposes of the Royal Naval College, which was
established with the object of providing for the higher
cducation of naval officers in all branches of theoretical
and scientific study bearing upon their profession.

The Naval dcademy.—In the early days of the last
<entury ships of war carried schoolmasters, who were
ordered to employ their time “ in teaching the volunteers
writing, arithmetic and the study of navigation; also
whatsoever may contribute to render them artists in
that science.” It is highly probable that the cducation
afforded by these schoolmasters was of a very limited
description, for even if some of their pupils became
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In 1839 the College at Portsmouth was re-opened for
the benefit of a limited number of senior officers and
mates, and there also examinations were held for the
entry of cadets. It is now chiefly used for the reception
of acting sub-lieutenants who are passing their examina-
tion for lieutenant in the School of Gunnery at Whale
Island.

The Dockyards.—The dockyards are popularly sup-
posed to have been founded by Henry VIII,, who also
appointed a Keeper of the Royal Storehouses at Deptford
and Erith. But long prior to this date there had been
royal shipbuilding establishments. In the reign of King
John, the Keeper of the King’s Ships is found super-
intending the construction of buildings for naval pur-
poses; and in May, 1212, the Sheriff of Southampton
was commanded to cause the docks at Portsmouth to
be enclosed in a strong wall, in the manner the Arch-
deacon of Taunton would point out, for the preservation
of the King’s ships and galleys. Storehouses were also
constructed for the ships’ stores and tackling. There
must, therefore, have been some kind of a yard at
Portsmouth at this time. There were probably dock-
yards or arsenals at Rye, Shoreham, and Winchelsea as
well, in which the King's ships were built, and laid up
when not required for service.'

Derrick, without giving his authority,® tells us that
Woolwich, Deptford, and Portsmouth were established
early in the reign of Henry VIII., and Camden calls the
first named “the mother dock,” but it is quite as likely
as not that all three werc then placed on a more perma-

! Nicolas’s “ History of the Navy,” vol. i,, pp. 147, 222
# “Memoirs of the Navy,” 1800.
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which was laid before His Majesty in Council, approved,
and ordered to be carried into execution. The original
estimate of the first design amounted to £352,240, of
which there was laid out at the end of the year 1773 the
sum of £299,917 in the execution of the plans. Some
variations have been found necessary in consequence of
the fire.””' In 1848 a steam basin and factory were con-
structed, and the little slip of land which Henry VIII.
added to the yard has now been increased until its area
is upwards of 115 acres. When the improvements now
in progress are completed, Portsmouth yard will con-
tain five building slips and fifteen dry docks, besides the
long locks between the basins, which can be used as dry
docks if necessary.

Chatham yard was founded by Queen Elizabeth on
the site of the present gun wharf, but was removed
about the year 1622 somcwhat further down the river.
Upnor Castle and Gillingham Fort were built at the
same time, to defend the approaches to it by water. In
the succeeding reigns it was cnlarged and improved,
especially under Charles I1., when it was the great naval
arsenal, on account of the war with the Dutch and
northern powers, it being nearest the enemy’s coast.
The yard then stood on sixty-eight acres, and had the
largest water frontage of any Government yard. Lines
were thrown up in 1756 to provide for the security of
the dockyard, and also to serve as a kind of fortified
camp for an army. Like Portsmouth it has been
enormously incrcased, but a great deal of the land
enclosed is not yet utilized.

Plymouth was first established in the year 1689; it

! King’s MS., Brit. Mus. Supp. No. 44.
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the Court for the use of the judges of the Admiralty
successively, and as free from suspicion of being cor-
rupted or falsified as the records of any Court whatso-
ever.”

This book, he said, contains the “ancient statutes of
the Admiralty to be observed both upon the ports and
havens, the high seas and beyond the seas, which are
engrossed upon vellum in the said book and written in
an ancient hand in the ancient French language.”

The “Black Book of the Admiralty,” which is thus
described, after being constantly referred to as the
standard authority in the Admiralty Court until the end
of the eighteenth century, suddenly disappeared, Mr.
A. Luders, who had occasion to consult it in 1808,
being informed by the officers of Doctors’ Commons
that “they had never seen such book and knew nothing
of it.”

In its absence an English MS. in the Library of the
College of Advocates in Doctors’ Commons, entitled
“ An Abstract of our Lawes of Oléron and of the Lawes
in the antient Black Beok of the Admiralty and of our
Maritime I.awes amongst the Acts of Parliament, etc.,
comprised in an Alphabctical Table, with Translations
of the said Lawes of Oléron and those in the Black
Book,” was made to do service for it; but in 1858, in
consequence of the dispersal of the College and the sale
of its library, this source of information ccased to be
available for public purposes.

There was, however, a modern transcript of the Black
Book in the Library of the Admiralty, and various MSS.
in the British Museum, by the collation of which it was
possible to restore the text with reasonable accuracy, a
task admirably performed by Sir Travers Twiss, Her
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received and conformed to by the nations bordering on
the Baltic and to the north of the Rhine.

As early as the reign of King John all causes of mer-
chants and mariners happening on the main sea were
tried by the Lord Admiral, who, in deciding such cases,
was guided by the Sovereign’s Orders in Council, the
unwritten laws and customs prevailing in nautical matters
at the time, the decisions of his predecessors in office,
and the principles of justice acknowledged by himself.

Thus certain laws came into force in maritime affairs
as the necessity for them arose ; those applicable to the
discipline on board ship would be practised by the
captains and masters when at sea, and in these ways
our naval law probably grew for centuries, some of the
laws and customs running back, like the Common Law
of England, to times beyond the memory of man, and
thus gaining a similar authority.!

The jurisdiction of the admirals was defined in the time
of Richard 11., when it was enacted that “ Admirals and
their deputies should confine their jurisdiction to things
done upon the sea, and in great ships being and hovering
in the main stream of great rivers, yet only below the
bridges of the same rivers nigh the sea.”?

The code of Oléron did not err on the side of leniency.
* Know all men that We, with the aid of upright Coun-
sellors, have laid down these ordinances: whoever shall
commit murder aboard ship shall be tied to the corpse
and thrown into the sea: if a murder be committed on
land the murderer shall be tied to the corpse and buried
alive : if any man be convicted of drawing a knife for

! Admiral Shortland’s “Laws which Govern the Navy.”
* 15 Rich. I1., c. ii.
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mariner fell sick and became incapable of work, the
master was to put him ashore and seek a lodging for
him; providing him, moreover, with a candle of tallow
and one of the ship’s boys to attend on him, or, failing
that, a hired woman.

If contention arose between the mariners, the master,
before turning one or all of them out of the ship, was
bound to take away the table-cloth from before them
three times, as a warning ; and, as there was only one
cooked meal a day, the practice was apparently equiva-
lent to giving three days’ notice.

In order that he might always be available for duty
the mariner was forbidden to undress himself unless he
was in a port for wintering, and the penalty for dis-
obedience was that for each offence he was to be plunged
into the sea with a rope from the yardarm three times,
and after the third offence he was to forfeit his pay and
any share he had in the freight of the ship. For sleeping
when on the look-out in a hostile place, the penalty, in
the case of a mariner of the forecastle, was to be “beat
naked by all the crew, and to be plunged into the sea
three times with a rope from the yardarm ;” if a mariner
of the poop (? petty officer), he was to lose his wine and
all his food, except his bread, and have a pail of water
thrown over his head downwards.

Every mariner was required to bring armour and
weapons with him on board, and to be prepared to use
them at all times in the service of the ship, and he was
strictly forbidden to sell them before the completion of
the voyage, under the penalty of being fined.

For centurics this code was the basis for the adminis-
tration of justice in connection with maritime affairs,
whether naval or mercantile.
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commanders by general court-martial, and of subordinate
officers and others by “ship court-martial,” of which
latter court the gunner and boatswain, officers of that
period, were to be members. Written records of the
proceedings were ordered to be made, and a power of
control over the more serious sentences was reserved to
the Admiralty. Under the Act 13 Car. I1,, c. g, the Lord
High Admiral again received power to issue commissions
for holding courts-martial, a power which continues to
be exercised by the Board of Admiralty, but the “ship
court-martial ” has fallen into disuse. In connection
with these courts-martial it is curious to note that Pepys,
although a civilian, received a temporary commission as
a captain in the Navy to enable him to sit on one,.
Writing on March 13th, 1669, he says:

“That which put me in good humour, both at noon
and night, is the fancy that I am this day made a captain
of one of ‘the King’s ships, Mr. Wren having this day
sent me the Duke of York's commission to be captain of
the /erzy, in order to my being of a court-martial for
examining the loss of the De¢fyance and other things.”?

Although in this instance he does not scem to have
been an actual member of the court, he was associated
with another, held to inquire into disputes between the
captain of the Nonsuc/k and his licutenant, “a drunken
kind of silly business.” But in this, also, the worthy
secretary withdrew before the Court gave judgment, “it
being feared that this precedent of our being made
captains . . . might be hereafter made of evil use, . ..
to make packed courts, by captains made on purpose.”

The first articles of war were formulated soon after

! Pepys’s “ Diary.”
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of the service of that day. Out of the thirty-six articles
it contained, ten award punishment of death without
qualification, and twelve death or such other punishment
as the court-martial shall deem fit. The thirty-sixth
article again referred to the source of all our naval
regulations ; it runs thus:

“ All other crimes, not capital, not mentioned in this
Act, shall be punished according to the laws and customs
used at sea.”

In practice this sanguinary code was found too severe—
it was under it that Byng suffered—so in the nineteenth
year of the reign of George III. an Act was passed to
amend it, permission being given to the court in certain
cases to substitute another penalty.

The Act of Charles I1. was, by order of the Lord High
Admiral, periodically read to the crews of His Majesty’s
ships, and this practice has continued to the present day.
George II.’s Act, amended by that of George III., con-
tinued in force for nearly seventy ycars, when, in 1847,
the general laws for the government of the Navy were
reconstructed, and placed on a new footing, by the Naval
Discipline Act (more familiarly known as the Articles of
War), the preamble of which commences with the state-
ment, now more than 500 years old, “It is the Navy
whereon, under the good providence of God, the wealth,
safety, and strength of the kingdom chiefly depend.”

The Naval Discipline Act, which has been several
times altered and amended, together with the Queen’s
Regulations and Printed Instructions, the Orders in
Council, and the Admiralty Circulars which are from
time to time issued, have brought the code of laws by
which the Navy is governed, so far as is possible in a.
service in which the maintenance of strict discipline and
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relatives of those slain in fight, gratuities to wounded,
and pensions.

To attempt any detailed description of these or the
present regulations is beyond the scope of this work, but
before leaving this part of my subject it will not be
without interest to refer briefly to what the old writers
termed * The Usage of the Sea.”

One of the most ancient of sea customs is associated
with honours paid to, or claimed by, various personages
as a mark of respect to themselves or to the country
they represented. Kings Alfred and Edgar are said to
have made the ships of other countries strike or lower
their sails when passing the English war-vessels in the
narrow seas. John Selden tells us that King John
decreed that “If the governor or commander of the
King’s Navie, in his naval expeditions [which were all
in that age upon the southern sea] shall meet any
ship whatsoever by sea, either laden or empty, that
shall refuse to strike their sails at the command of the
King's governor or admiral or his lieutenant, but
make resistance against them which belong to his fleet,
that then they are to bee reputed cncmics, and they
may be taken, yea, and their ships and goods be con-
fiscated as the goods of enemies.” !

Scores of instances occurred where this salute “in
honour of the flag” was enforced by shot of gun, and up
to the end of the last century the following instruction
remained in the “ King’s Regulations :”

“When any of His Majesty’s ships shall meet with
any ship or ships belonging to any foreign Prince or
State, within His Majesty’s secas, which extend to Cape

1 «Mare Clausum.”
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in the Downs, “ the General began to fire his guns, which
he did all that he had in the ship, and so did the rest of
the commanders, which was very gallant, and to hear
the bullets go hissing over our heads as we were in the
boat.”?

Dressing ship and manning yards in honour of some
occasion is as old as the time of Queen Elizabeth, and
a fleet in those days with all their flags abroad, silken
pendants at the yardarms and on the stays, scarlet
cloths round the waist and tops, yards and rigging “ well
hung with men,” must have made as brave a sight as our
ironclads do when Her Majesty reviews them at Spit-
head. The ceremony of receiving a royal personage
on board, as described by Commander Nathaniel
Boteler in the reign of Charles I, is almost exactly the
same as that prescribed in the present year of grace.

The order of precedence for officers going aboard or
departing from a ship, and the practice of hailing boats
after nightfall, date from the last century. The junior
always goes into a boat before his senior, but always
leaves it after him. The starboard gangway and the
starboard side of the quarter-deck are always used by
commissioned officers, while the starboard side of the
poop is generally sacred to the admiral. On coming
on the quarter-deck, whether from below or from over
the side, the symbol of authority is saluted, and in olden
time every officer on deck acknowledged this salute.
When the colours arc hoisted at 8 a.m., or hauled down
at sunset, they are saluted by everyone on deck, and if
the ship has a band, it is in attendance to play the
colours up.

! Pepys’s “ Diary,” Wheatley’s edition, vol. i., p. 126.






182 THE BRITISH FLEET. [PART IIL.

court has to give his vote first, and the determination of
the court is settled by the majority of votes. As soon
as it has been decided upon the sentence is to be pro-
nounced in public.

Although all other salutes consist of an odd number of
guns, those fired on the occasion of death are of an even
number. When punishment, such as the death penalty,
or flogging, is executed, all the ship’s company are to be
spectators, and the ceremonies on these occasions, as in
that of the case of a funeral at sea, although now seldom
or everwitnessed, are fully prescribed by custom, although
- they will not be found in any printed instructions.

Another very ancicnt custom is that of having public
prayer on board each of Her Majesty's ships at least
once a day. In the old days it was also the usage of
the sca to sing hymns or psalms at the changing of the
watch, and this was the practice in Blake’s time. Nor
was it by any means unusual at a much later date to
have prayers before going into action.

All ships of war are furnished with fishing tackle, nets,
hooks, and lines, while custom ordains a certain dis-
tribution of the fish caught. In the very first printed
instructions issued there is an order that “where fish is
to be had, the captain is to employ some of the company
in fishing, and the fish which shall be caught shall be
distributed daily to such persons as are sick, or upon re-
covery. And if there be any surplus the same shall be
distributed by turns amongst the messes of the officers
and seamen, without favour or partiality, and gratis,
without any deduction of their allowance of provision on
that account.”

Admiralty Seals and Marks—The Admiralty badge
was for many years “a cressante with burning fyre,” in
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before being issued for land service to be marked with
the initials C. R., and those for sea service with C. R.
and an anchor.’!

The Broad Arrow used as the mark of Government
stores was the cognizance of Lord de I'Isle, who was the
First Commissioner of Ordnance in the reign of Queen
Elizabeth.

It was suggested by Clode that the Broad Arrow
was simply a corruption of the anchor; a conjecture,
however, which is disposed of by a reference to Pepys,
who, in his “ Naval Minutes,” writes, “ One would have
thought that had our Princes valued themselves so much
in all ages upon their sea doings and sea power, they
would have taken this publick brand, especially that
which was to serve them in sea matters (as is just now
observed), from something really relating to that clement
rather than to an arrow-head, a consideration that would
easily have inclined one from the common figure of it to
have drawn it to the signifying (tho’ rudely), an anchor
rather than an arrow-head, werc it not that our very Laws,
as I lately herein noted, have determined it for the latter.”*

Most of the public property used on board ship is
marked with the Broad Arrow, but naval canvas is dis-
tinguished by a blue wavy line put on it after receipt
at the dockyard. Cordage is marked with a coloured
thread made up in the rope, the colour varying according
to the yard in which it is made.

There are many other matters pertaining to the custom
of the sca and the usage of the Navy, but to deal with
them here would lead to such an extended treatment of
the subject as limits of space do not warrant.

! Rymer, “Fadera,” and Burke'’s “ General Armoury.”

* ¢« Military Forces of the Crown,” vol. ii,, p. 22. MS. in Pepys
Library at Oxford.
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the Navy List. The class of names commemorating
naval battles, as Barfleur and Solebay, and the later
Belleisle, Camperdown, Nile, and Trafalgar, has had
vogue for two centuries and is popular with seamen to
an extent the commemorative names of land battles,
such as Agincourt, Blenkcim, Ramillies (as names, apart
from the services of past ships so-called), Waterloo—and
the lately introduced monstrosity, A/arathon—can never
hope to rival.

The name Edgar was originally given at the particular
instance of James, Duke of York, whose memory, in
gratitude for what he did for the Navy, our sea service
should hold in respect. “ The Duke fancied the name,”
we are told, “ because IXdgar was the first King that had
the dominion of the seas which he went around about
the kingdom every year with a thousand ships.”

How the pseudo-classic tastes, prevalent towards the
cend of the last century, stamped their impress on the
Navy we have evidence in many names which are still
found on the list. It was thus that our Agaememnon,
Bellerophon, Orion, and the rest, were introduced by a
First I.ord of the Admiralty, a distinguished Etonian,
who is said to have been so devoted to the classics that
he could hardly name a gun-brig without first turning
up Lempricre’s “ Dictionary.” Our 7émdraire and Sans
Pareil, Tmmortalité, Mutine, Volage, Magicienne, pro-
claim cach its own origin, just as our /uwincible, Superb,
Magnificent, Majestic, Formidable, Monarch, Intrepid,
Hero, Audacious, Mclampus, and Active all conceal
theirs. Nobody would guess that these last are really
trophy names, with, attaching to them, many a stirring
story. How their original foreign shape came to be
transmuted is easily accounted for. Most of them came
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“ Victory to Victory ever
Hands the torch of glory on.”

One Victory fought in the fore-front of every encounter
with the Spaniards of the Armada. In another Blake
flew his flag. On the quarter-deck of another as gallant
a seaman as our Navy has ever had, Admiral Sir
Christopher Myngs, fell in the heat of the battle—
exactly as Nelson fell at Trafalgar on the quarter-deck
of our present Victory. Another saw service at La
Hogue. With the memory of another is associated
the story of one of the saddest catastrophes recorded
in our naval history. Undying as is the renown of our
Victory to-day, we should not forget those old ances-
tors from whom she inherits her name. And there are
memories, too, deserving of recognition, of Keppel and
Kempenfelt, of Howe and Hood and Jervis, all of whom
in our present Victory, on the very same quarter-deck
on which Nelson fecll, commanded their flecets before the
enemy. Is it too much to suggest that the Englishman
of to-day ought to remember these things?

But the Iictory's record is far from being the most
distinguished in the Navy. Take, for instance, the story
of another ship, one to which, for most pcople, no par-
ticular interest attaches, the Swviftsure. Did every
British war-ship have a ship’s colour or battle flag on
which to record its war services, as cvery regiment has
its rcgimental colour to bear an emblazoned record of
the battles in which the regiment has taken part, our
present Swiftsure’s ensign would show not only more
battle honours than any regimental colour of any Army
can, but also bear more names than a Hohenzollern or
Hapsburg shicld bears heraldic quarterings. Omitting
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bears the name of Agamemnos, is no outward symbol
possible to keep in memory the association between
the old heart of oak and the new heart of steel? Is
the bond of sympathy that might thus be brought into
being impossible? Was there nothing of the spirit of
their common ancestor in the immediate predecessor of
the present Agamemnon, the “superb Agamemnon”
of Kinglake’s * History,” as she lay with: stubborn
courage facing and braving the hell-fire from the granite
casemates of Sebastopol all through that live-long
afternoon, October 17th, 1854? Was there nothing of
the “ Nelson touch” in the heroic remonstrance of the
bluejackets of that same Agamcmnon on the night
before the battle, when, hearing that the morrow’s
attack was to be headed by another ship, with one
accord they made claim that it was their right to lead
the line?

There are numerous ships in the Navy that bear names
of ancestors which, in the battles of our old wars,
singic-handed, made ships of the enemy lower their
colours. The Monarch, for one, inherits the name of
the old Monarck of the Nelson time, under whose
broadsides thrce admirals of the enemy hauled down
their flags in three several battles. The Swperd, for
another, is the successor of Kecats’s famous Swupers,
whose brilliant attack at the first—and forgotten—
battle of Trafalgar, in 1801, made one cnemy strike
her cnsign, and two more blow themsclves up; the
same Swuperb, moreover, that, in Admiral Duckworth’s
fight off San Domingo, in 1806, shattered the biggest
ships of the enemy right and left, triumphantly assail-
ing them, as the gallant vessel swept forward along
the French line, with Nelson's portrait swinging from
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“We, sons and sires of Seamen,
Whose realm is all the Sea !”

It ought not to be hard to teach those who man our
Dreadnought and Congueror and Bellerophon, say in a
form for all the world to see and honour, something of
the heroic records attaching through their names to the
ships they serve in—to make the heroism of the old
British Navy thus live again in the names of the new,
to lead our blucjackets, in Kinglake’s stirring language,
to “glory” in their ships’ “ancient names, connecting
each with its great traditions, and founding upon the
cherished syllables that consciousness of power which is
a condition of ascendancy in war.”

Two stories, to conclude, will give a notion of the
actual prevailing state of things. “I do not think I
am exaggerating,” remarked an officer who served on
board our last Royal/ George in the Black Sca, “when
I say, that, with thc exception perhaps of our captain,
the late Sir Henry Codrington, there was not an officer
or man on board who had a clear ideca of any one
event in our naval annals that attaches itself to the
namc of Royal George, or any idea at all beyond a
hazy recollection of some child's story of a Royal
George once capsizing at Spithcad.” The second inci-
dent, dating only a few months back, is quite comical in
its ineptness. Our new first-class cruiser Gibraltar
had just been launched on the Clyde, and “ Success to
the Ship” had been proposed as a toast at the déjenner
given by the shipbuilders in honour of the occasion.
Our first Gébraltar, a ship of Quecn Anne's Navy, re-
ceived that name as a memento of the dashing capture
of the fortress by Admiral Rooke; another took a dis-
tinguished part in the Scven Years’ War with Hawke
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high bows and sterns, and fitted with leather sails and
chain cables, and the southern Britons had probably
similar ships. There is reason, indeed, for supposing
that a contingent of British vessels of this type was
present in the fleet of 220 vessels destroyed at Quiberon
by Caesar B.C. 56.!

A century later the Roman war-galley had become
the fighting ship of Britain, supplemented by a new
class of cruisers of native design and construction, the
“ pictae.” These were light vessels rowing twenty oars
a side, coated with wax below water, and, so as to be
invisible at sea, furnished with grey-blue sails, and
manned by oarsmen in grey-blue.* With such ships the
Counts of the Saxon Shore watched the coasts, and
later Carausius and Allectus held the British seas
against all comers.

The Ships of the Saxons and Dancs (A.D. 450 to 1066).
—The vessels of the Saxon raiders—called variously,
“ships,” “long ships,” “ceols,” “hulks,” and “ascs”—
were large, undecked row-boats, built so as to be readily
beached. They held fifty or sixty men, had high
prows and sterns, and carried a single mast with square
sail. The Saxon invaders were in turn attacked by the
Danish rovers, who came in ships which, while mainly
only a development of the same type as the earlier
Saxon vessels, were larger and better sea-going vessels.
Like their contemporaries, the Viking ships, they were
either undecked, or else (in the larger ships) had light
removable half-decks. The gunwales were widened
with planks where the fighting men stood behind the

! Froude’s “ Ceesar : a Sketch,” pp. 288-291.
? Sir H. Nicolas, “ History of the Royal Navy,” vol. i.
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Canute and his successors introduced among us still
larger war-ships than had been hitherto known. Canute’s
Dragon, is said to have been 200 feet long, and to have
carried seventy oarsmen, besides a crowd of soldiers.
There were also * long serpents,” which were vessels a
little smaller. These big vessels, though, were ex-
ceptional ; the fighting ship of the day being, as a rule, a
vessel of a hundred feet long, or less, pulling fifteen to
twenty oars a side. A

The fashion of lavishly adorning ships was at this
time universal in the North. Ships had prows shaped
like dragon and serpent heads (whence the larger types
of ships derived their names), or like the heads of lions,
cagles, dolphins, or bulls, the sterns being wrought to
resemble the corresponding tails. The warriors’ shields
were usually ranged along the sides, all brilliantly
painted—red for the Danes, black and yellow for the
Norsemen, white edged with red or blue for the Saxons.
Carving and gilt work was distributed everywhere
over the ship. Sails were commonly of bright colours,
striped red, blue, or green and brown. The usual tactics
of the time were to run down the enemy and sink him ;
failing that, to closc and board, settling matters hand to
hand with battle-axes and swords.'

The Ships of the Norman Kings (A.D. 1006 0 1199).—
English fighting ships in the Norman period, the eleventh
and twelfth centuries, were mostly under fifty tons.
They were partially-decked vessels carrying onc square
sail, with high bows and sterns on which, before action,
were fitted fore and aft ‘castles” for the fighting men.
These were square open box-like structures supported

! Sir H. Nicolas, “ History of the Royal Navy,” vol. i., passim.
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general use at the time of the Crusades. They manned
the “shield row,” the fore and aft castles, and “top”
castle, a circular stage with breastwork, on the mast, in
shape something like the fighting top of a modern armour-
clad. From these stones and darts were flung as the ships
came together. Our English Crusaders brought back with
them and introduced in our ships, among other novelties,
catapults, mangonels, and scorpions—mechanical engines
for hurling huge stones or heavy javelins and incendiary
projectiles as the opposing vessels neared—which the
Byzantine Greeks had kept up the use of from classic
times, They also introduced Greek fire, with its appa-
ratus of spouting tubes fixed at the ships’ prows.

The battle-ships of the pcriod, however, were great
galleys with ram bows propelled by double banks of
oars, such as King Richard’s famous Zrench-the-mer,
and lighter *gallions” (also becaked vessels), besides
“dromons” {a Byzantine naval term), which were long
swift ships, and “ snakes,” light scouting craft. Galleys
were swifter and handier to manacuvre than sailing vessels,
of course, but, though ideal craft for the Mediterranean,
their slender, narrow build and low freeboard (barely five
feet) rendered them unfit for the heavy scas and rough
weather of our northern waters.'

The Ships of the Plantagencts (A.D. 1200 fo 1485).—
The art of big ship building begins from now to move
forward with appreciable strides. The ship of the
thirteenth century was an advance in size and seaworthi-
ness on its predecessors, though still only with one mast
and sail. The larger vesscls reached eighty tons, carry-

! Sir H. Nicolas, “History of the Royal Navy,” vol. i.; and
Prof. Montagu Burrows, *“ Cinque Ports.”
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and “King’s great galleys” (rowing vessels), with a
fighting tail of smaller craft. To run alongside the
enemy, under cover of the fire of the cross-bowmen and
volleys of heavy stones, darts, and incendiary projectiles
from the hurling engines, and then grapple and board,
was the approved method of warfare at sea.

A larger ship came in about 1277, the *“cog,”
hitherto a small vessel, but now recognized as the
best for fighting purposes. The Cinque Ports’ cogs of
Edward I. carried one master, two constables, and thirty-
nine mariners. Several important changes and innova-
tions date from this period. The large oar-propelled
galley for purposes of war in English waters dropped out
of use. The rudder hung to the stern-post replaced the
old steering-paddle worked over the quarter. Cabins
were regularly fitted up on board.! National banners
now began to be regularly worn at the masthead, being
usually supplied to all ships before sailing on a war
cruise, together with special streamers and pennants.
The “bloody flag,” a red streamer, scems to have been
the usual battle flag. “These,” we are told, “signify
amongst all seamen dcath without quarter, and mortal
war.”

Another new idea was a special commander-in-chief’s
lantern in fleets. The sides of ships were greased, and
their bottoms coated with a mixture of pitch, tar, oil,
and resin, seams being caulked with “mosso,” a compost
of moss and hair. Iron rudder-chains came into use,
the newly-introduced rudder being worked by a tiller.

! They were not what we understand by the term, living rooms on
board, but portions of the ship below boarded or screened off for
store-rooms, the buttery, and where the provisions for knights and
higher officers were kept.
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transport vessels, and “liques” and “lynes,” small swift
rowing galleys.

What large galleys still existed in northern waters
were, for all purposes, parade craft; such as the king’s
eighty-oared galley, La Philippa a luxurious affair
with red sails and a red awning. One mast was the
rule, though two-masted vessels—the foremast raking
forward right over the bows—were in existence.

The castles, “fore” and “aft,” were only temporary
structures, fitted in king’s ships and others, for war
service; as were also the “top” castles on the mast,
whence missiles were flung on the enemy’s decks.
From the castles, sheltering behind their leather-covered
wooden pavis shields, the English archers and their
auxiliaries, the Genoese cross-bowmen, fired their arrows
and bolts as they neared the foe, until the critical moment
arrived to run alongside and board.* Cannon now (1346)
began first to be used at sea, mounted on the castles of
the larger cogs. They were poor things at first, made
of hooped iron bars, of small bore, and firing stone
balls. Of such small account were they that for another
two centuries reliance was placed, in preference, on the
- springalds and mechanical hurling engines of the old
style, with their crushing masses of stonc and lead and
iron bar projectiles.’

The half century from Edward I1I. to Henry V. saw
the cog disappear, and a larger type of vessel come in.

So-named after the queen.

* With ships so equipped and armed our ancestors fought at
Sluys and Espagnols-sur-mer, and before that under Hubert de
Burgh, off Dover, in Henry IIL’s reign.

* Sir Harris Nicolas, *“ History of the Royal Navy,” vol. i. ; and

Artillery,” by E. W. Lloyd, R.N,, and A. S. Hadcock, R.A.
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“ calfacted,” or caulked, with tow and tallow. Lanterns
for ship lights all through the fleet became universal.
From Henry V. to Henry VII. continuous progress
was made in ship-building. In Edward IV.'s time
ships of goo and 1,000 tons, with two masts, are
stated to have been in existence. The fore and aft-
castles of king’s ships and vessels used in war were

A NOCTURNAL, SIXTEENTH AND SEVENTEENTH CENTURY.

now becoming permanent structurcs, wrought strongly
into the framework of the hull. The weight of the
cannon that about this time began to be mounted on
board ship in the castles, requiring stronger plat-
forms than the earlier temporary constructions afforded.
Heavy guns of cast-iron, and of larger calibre than
before, firing increased charges and using stronger
powder and iron shot, were also in use by this time,
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even if the rest of the ship is in the enemy’s power.”
Above the fore-castle, by the knightheads, was some-
times erected a light deck, the topgallant fore-castle.
The sails on the fore and mainmasts were courses, top-
sails and topgallant sails, with a latcen on the mizen.
The bowsprit rose steeply from the square fore-castle
and carried at the outer end a small mast with. its
“sprit topsail.” As before, our men-of-war continued
to be elaborately decorated with much extravagant
carving and gilding over all.

Besides the broadside ordnance, swivel guns (pata-
rarocs) were mounted on quarter-deck and poop. In
action there was still much reckless use of * fireworks "—
“arrows trimmed with wildfire to stick in the sails or
ships’ sides, hot and burning pikes of wildfire to strike
burning into a ship’s side to fire her,” also “ granadoces of
divers kinds—hollow brass balls and carthen pots covered
with quarter bullets stuck in pitch, and filled with good
powder which, in a crowd of people, will make an in-
credible slaughter,” “ crossbar,” * langrel,” and ‘“‘chain”
shot. Old ships of smaller classes were made use of for
fire-ships, now a tactical unit in all flects, * besmeared
with wildfire, brimstone, pitch, and resin, and all their
ordnance charged with bullets and stones.”

IFrom Henry VIIL's time onwards it was usual to
attach ships of a small class and light build to each
fleet as look-out ships or cruisers for scouting duty.
They were called “ pinnaces” and “fly-boats,” and were
vessels of about fifty tons burthen. From their small
size, however, they were scldom used for independent
cruising, their services being confined, as a rule, to atten-
dance on fleets when at sea.  For a hundred years and
more, in fact, until Charles I.'s time, such small craft
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were built on the lines of the Warwick after she
proved such “an incomparable sayler.” If the type
of ship was new, however, the name ‘“frigate” was
not.

This term was originally used to denote a class of sailing
galley used in the Mediterranean, and had also been the
term for English merchant-ships for a century before the
Warwick was thought of. Among the merchant-men
serving against the Armada in Drake’s squadron was a
frigate Elicabeth Fownes, and before that Sir Humphrey
Gilbert sailed to his doom in the little frigate, the Squirrel,
of ten tons. King Charles, too, had a Swan frigate and.
a Nicodemus frigate, Admiralty yachts designed to attend
the king on occasions of State.!

The Constant Warwick type of frigate, it must be
noted, was essentially different from the frigate of later
times. It was quite a century later that our first real
frigate—a ship built to carry morc than 24 guns on a
single deck, with a quarter-deck and fore-castle—was
built.

The largest Commonwealth man-of-war was the Vaseby,
of 1556 ; of 96 brass guns and 1,000 tons, a ship the size of
the Sovercign of the Seas cut down. Re-named Royal
Charles at the Restoration,® she was the ship the Dutch
captured in the Medway and carried off.

The Royal Charles of 1668 that replaced her was
still larger, and carried 110 brass guns. Next came the

' They were Dunkirk prizes added in 1636, and Pennington
advised that the Swan should be taken as a model by the English
builders. The Nicodemus was said to run away from everything
*“as a greyhound does from a little dog.”

? In honour of being the vessel that brought the king over to
England in 1660.
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the armament of this class consisted of twenty-eight 78-
pounders, twenty-six 5I-pounders, twenty-eight 38-
pounders, fourtcen g-pounders, and four 6-pounders, a
total of 100 guns. The Britannia cost, with rigging
and equipment, £33,390. Second-rates were of 1,460
tons with a length of 124 fect, 40 feect beam and 18 feet
draught, mounting twenty-six 63-pounders, twenty-six
41-pounders, twenty-six 20-pounders, ten g-pounders,
and cost £25,000. Third-rates were 120 feet long with
36 fect beam, of 1,000 tons, and cost £15,000. Fourth-
rates, 105 feet long by 32 fect beam, of 532 tons, costing
£9,000. The first and second-rates were three-deckers;
third and fourth-rates, two-deckers; fifth-rates had all
their guns on one whole deck and the quarter-deck; sixth-
rates on one deck only. Infleets, together with fire-ships,
bomb-vesscls were employed, these carrying one or two
heavy mortars with a few light guns for self-defence.

The square sails were courses, topsails, and topgallant
sails, with steering sails on the¢ fore and mainmasts,
spritsail and sprit topsail on the spritmast stepped on the
bowsprit cap. Staysails and topmast staysails were in use,
but jibs were not yet known. Cables were 100 fathoms
long, of 21-inch hemp, anchors being for first-rates, 430,
150, and 74 pounds weight; for second-rates, 315, 110,
and 72 pounds; for third-rates, 173, 96, and 68 pounds.
Besides the great guns, there were for the small-arm
men muskets with match and snaphaunces, musketoons,
blunderbusses, pistols, pikes, halberts, hatchets, swords,
and hangers. :

For navigation the back-staff or Davis's quadrant, was
in use, with the log line, Gunter’s scale and Briggs's
logarithms.

About Charles I1.’s time the old system of guessing the
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upper decks ; for 80-gun ships, 24-pounders on the lower,
12-pounders on the middle, and 9-pounders on the upper
deck; for 70 and 60-gun ships, 24-pounders and 18-
pounders on the lower deck, and g-pounders on the
upper; for 5o-gun ships, 12-pounders below, and 6-
pounders on the upper decks.

This re-arrangement tended greatly to improve our line-
of-battle ships and enabled them to keep the sea each

SPRIT-SAIL, EIGHTEENTH CENTURY.

season longer than before, though there were still limita-
tions. “ Anadmiral,” according to Sir Cloudeslcy Shovell,
“would deserve to be broke who kept the great ships out
after the end of September, and to be shot if he kept
them out after October.”

It was during the Restoration period that the hitherto
closed-in sterns began to be built more open, with double
or treble tiers of ornate stern walk balconics, magnifi-
cently carved and gilded, thrown out from the light glass
windows that filled up the entire afterpart of the ship.
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line of the upper decks—dark blue encrusted with gilt
ornamentation work ; for the ship’s side below this, down
to the lower deck ports, yellow, with a broad band of
black extending fore and aft at the water-line. Ships’
bottoms were white, the colour of the “ graving " mixture
used. .

CARTRIDGE CASE.
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existing tonnage dimensions in each class were to be
considered as the limits. Much harm to efficiency re-
sulted, for our shipwrights were practically compelled
to stand still, regardless of the advances other nations
made, notably the French and Spaniards. Even before
1719 the French had been building superior vessels,
class for class, to any we had. In 1704, in fact, the
Navy complained that the French 50-gun ships (to take
one class only) were larger than our sixties, of better
shape for speed, and better able to hold the wind.

Matters got much worse after the ordinance of 1719,
with the result that in 1745, when we were at war with
the French, we had Admiral Knowles writing to Anson at
the Admiralty: *“Our 70-gun ships are little superior to
their 32-gun ships.” Our 8o-gun ships, indeed, a Spanish
officer described as * threc-deckers on the dimensions of
two-deckers.”

Bitter complaints were repeatedly made of the crank-
ness of our ships. In blowing weather, when our slower
sailing flcets had their only chance of coming up with the
enemy, while the batterics of the enemy’s ships were
“always open,” we were unable, because of the crankness
of the ships, to open the lower deck ports, or use our
heavier guns at all.  The weak scantling of our ships,
less vital perhaps when navies retired every year bodily
into port between October and April, was a serious
defect now ships kept the sea all the year through.
Another vital defect was the light metal of our ships,
under the existing system, compared with the enemy’s
heavy broadside armaments.

The British man-of-war of the time was in every way
an inferior craft—narrow in beam, lcan bowed, and so
deficient forward in bearing that pitching and rolling
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With the Seven Years’ War came in first the frigate
class of the orthodox type; a vessel, that is, carrying
her armament on one deck and built for independent
cruising at a high speed. Hitherto, since the Constant
Warwick, there had been nothing between the cramped,
heavy sailing 44-gun two-decker of 850 tons, and the
weakling 20-gun ship, a pigmy with popgun armament.
The new, swift 28 and 32-gun frigates (601 and 706 tons
respectively) supplied a real need, and these “eyes of
a fleet ” from now on find a place in the British Navy.
A larger class, the 36-gun frigate (728 tons), was at the
same time experimentally introduced, but only three of
these were built.

As with our seventy-fours, we took our frigate models
from the thirty-sixes and thirty-twos captured in the
war. After the Peace of Paris, for economical reasons,
sixty-fours came into favour, though scventy-fours con-
tinucd to be built. Their average tonnage was—the
sixty-fours, 1,430 tons; the seventy-fours, 1,790; a marked
advance on the old seventies and sixties of fifteen years
before, of which some were still among the ships in
ordinary. Iiven the discarded 8o-gun three-decker had
been of no more than 1,613 tons.

The day of the sixty-fours was not to last long.
When the American War broke out they were numerous,
especially in our over-sea squadrons ; but the Navy con-
demned their small size, and we turned our attention
exclusively to seventy-fours. Henceforward for fifteen
ycars the seventy-four was the ideal fighting ship for the
line of battle.

To fill the gap between the 74 and the three-decker
go and 1c0-gun ships, after the disappearance of the
old cighties—the new eighties on two decks did not
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tentatively, learning the lesson at last after scientifically
comparing ships we had captured with our own of the
same rate. It was startling to find, taking the case of
one class only, that French eighties were bigger and
-better than our ninety-eights or, indeed, than some of
our first-rates.

The Canopus, 80, taken at the Nile, for instance, was
2,257 tons; the Guillaume Tell, taken in 1800, 2,265
tons; our own Neptune, 98 (built in 1796, the year the
Canopus was built), only 2,110 tons, our own Foudroyant,
80 (launched just six months before the battle of the
Nile), a poor 2,062 tons. Still more striking was the
case of the Commerce de Marseilles, of 120 guns, taken at
Toulon in 1793, whose tonnage of 2,747 was far above
anything we built until the present reign.

Certainly, as has been said, the superiority of foreign
modecls had been acknowledged long before, even earlier
than Anson’s time; but, tied down by the bonds of
the Navy Board restrictions, they had proved practically
useless to our shipwrights. Some improvement, though,
had followed—the ships in the flects of Keppel, Rodney,
and Howe were certainly the better for suggestions
gleaned from our old prizes of the Seven Years’ War
and before—notably, the threc masterpieces, the French
Inwvincible and Couragenx, and the Spanish Glorioso, and,
for the frigates, the French //¢#¢ (taken in the war of
1778)—but meanwhile foreign dockyards had gone still
further ahead.

As with linc-of-battle ships so with frigates ; the prizes
the fortune of war and better secamanship gave us after
1793 (such as the famous Forte, 40, of 1,400 tons) were
revelations to our shipwrights. The lesson, if, perhaps,
to some extent lost, owing to the restrictions in dimen-
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6 carronades as well, making 38 pieces in all ; our nomi-
nal 38-gun frigates actually carried 46 pieces ; our 40-gun
and 44-gun frigates actually 48 and 50 pieces. And the
same with line-of-battle ships, though here the propor-
tion of carronades to broadside armament was less
marked.

It was only in 1817 that, by an Order in Council,
carronades were first reckoned in a ship’s armament,
and a ship’s nominal force brought into accord with her
real fighting strength. The result was that new ratings
had to be established with a new distribution of arma-
ments in each class. First-rates henceforward comprised
the larger three-deckers, mounting 104 guns and over, up
to 120 guns; all smaller three-deckers (including the last
of the ninety-eights) being classed second-rates. Third-
rates included the entire two-decker class, ranging from
92 guns to 58; the one-decked classes comprising ships
mounting from §2 to 20 guns, which were all rated
broadly as frigates. Corvettes, and sloops, brigs, and so
forth, were under 20 guns.

This general re-arrangement was simplified by degrees
by eliminating intermcdiate armaments, which, in the
course of the next few years disappeared as the older
ships passed away. So the old hundred-and-fours, ninety-
eights, and seventy-fours of Nelson’s time vanished,
giving place to the hundred-and-twenties, hundred-and-
tens, ninety-ones, and cighties of the later years of our
sailing Navy, with no intermediate classifications at all,
and so on with the classes below, the old sixty-fours and
two-decked fifties, which were similarly improved out of
existence.

As a curiosity it may be noted that our last com-
missioned fire-ship disappeared just after Trafalgar
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tons burden, old measurement), launched in 1839, and
the 8o-gun ship Vanguard, of 3,542 tons displacement,
launched in 1835. The special featurcs of the new ships
were incrcased speed and stability, greater breadth.
loftier ’tween decks, and more roomy batteries. In
the I'ernon type of so-gun frigate (2,388 tons displace-
ment), launched in 1832, the British Navy found its
ideal sailing cruiser. Between 1850 and 1860 came the
final advance in dimensions for the large first-rates,
vessels such as the grand 131-gun ship Duke of Wellington,
and the later and still larger 121-gun ships 3 arlborough
and Howe (note the reduction in armament), with which
the sailing Navy of England reached its climax and its
close.

Between 1700 and 1860, notable accessory develop-
. ments came into existence, by gradual modification and
the suggestions of experience.  The introduction of
copper sheathing in place of the old *hobnail” bottom
was of vital importance. Experimentally tried after
1761 in onc or two frigates the new idea proved suc-
cessful, but trouble was caused for some time by the
oxidizing of the iron fastenings used. Later, however,
mixed metal fastenings were adopted, and then it was
found practicable to use copper generally in the Navy.
By 1783 every British man-of-war on service was copper
sheathed.

Next the usage of building ships under cover, sug-
gested by the Venetian practice, was instituted (after
1792), with the practical result that our ships lasted
twice as long as before. Towards the close of the
Napoleonic war improvements of vital importance in the
framing and strengthening of the hull were introduced
by Sir Robert Seppings, onc of the most eminent of
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shortness endangered the sides of the ports it fired
through. But the practical advantages of the weapon
gradually asserted themselves, and, after being satis-
factorily tested in frigates, it was, in 1797, ordered for
all line-of-battle ships, in place of the fore-castle and
quarter-deck 9-pounders. Nevertheless, as has been
remarked, carronades were not counted in the ship’s
nominal armament. Still more revolutionary in its
effect —for it eventually wrought the doom of the
wooden ship—was the introduction of shell guns for sea
warfare, due to the initiative of a French officer, Colonel
Paixhans, in 1827.

Numerous progressive developments in gunnery ap-
pliances took place during the eighteenth century. Gun-
locks and tin firing-tubes were introduced, in place of the
old powder-horn and linstock, in some ships towards the
close of the Seven Years’ War. But objection was raised
that the tubes were mischievous, and caused accidents in
the ’tween-deck batteries, and they were practically
given up and the old match tub returned to.

It was not till after 1780 that the gun (flint) lock with
an improved tube was finally adopted, match tubs being
employed at the same time, in case of the locks failing.
The detonating lock and percussion tube came in 1842,
and a few years later flannel (which, like the old flint-
lock had previously been tried and given up) replaced
paper for cartridges.

The old truck gun-carriage, introduced in the seven-
teenth century, remained in use till 1863, in fact, after
the wooden ship itscelf had been condemned. The
marked quoin, with its roughly-cut scale of clevation,
which had been in use from carly timcs, only went out
in 1825 when the elevating screw came in. Rockets
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ocean mail steamers of the day, vessels constructed with
under-water subdivisions and fitted to receive on emer-
gency an armament of quick-firing guns.

This brief statement is, of course, little more than a
summary of the progress and development of the Royal
Navy since its reconstruction in 1860.' Read as an
introduction to, and in connection with, the following
chapters on the development of guns, armour, and steam
propulsion, a fairly comprehensive general view of our
present material for fighting on the sea may;, it is hoped,
be gained.

! For fuller particulars see “ The British Navy,” by Sir Thomas
Brassey, K.C.B. Longmans, 1882 ; “The Naval- Annual,” 1886-
1894 ; and “ A Manual of Naval Architecture,” by Mr. W. H.
White, C.B., Assistant-Controller and Director of Naval Construc-
tion. Murray, 1894.

A TRAVERSE BOARD.






























274 THE BRITISH FLEET. [PART III

motion. The gun, in fact, could practically be fired
as fast as a man could slip projectiles into the breech,
the mechanism, moreover, working automatically, down
to ejecting the fired cases—all by a single movement of
a lever. Elswick then produced a heavier piece, the 30-
pounder, which proved itself capable of being as quickly
fired as the original 3-pounder and 6-pounder. This
weapon, after exhaustive experiments at Portsmouth,
developed into the 45-pounder of 4'7-inch calibre.
Lord Armstrong’s firm also introduced a non-recoil
system of mounting which added enormously to the
efficiency of the quick-firing gun. Matched with the
ordinary §-inch breech-loading service gun the 4'7-inch
quick firer proved capable of discharging 10 rounds in
47 seconds, the same number of rounds being fired by the
s-inch in 5§ minutes and 7 seconds. Smaller sizes of
the Elswick quick-firing gun, the 25-pounder, the 12-
pounder and 10-pounder, were subsequently adopted
for use in the smaller classes of vessecls, such as torpedo
gunboats. Progress in the other direction has mean-
while resulted in the production of a quick-firing weapon
still larger than the 45-pounder, the 6-inch 100-pounder
(also from Elswick) which has proved so efficient that it
has been adopted for the secondary armament in first-
class battle-ships and cruisers, and the hcaviest guns in
second-class cruisers.

Besides their secondary armaments of quick-firing
guns, all modern vessels of war carry in addition a
numerous equipment of machine guns of rifle calibre,
Gatlings and Nordenfelts, which are given positions on
the upper decks and in the military tops wherever space
can be found for them.

Ammunition : powder—Of the first importance are
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the old spherical shot and shell became useless when
rifling was introduced, and we use now only shot of
cylindrical form with pointed head. There are four
kinds of these. First, steel armour-piercing shot de-
signed to penetrate the thickest steel armour. Second,
the Palliser chilled shot of cast-iron. In this the head is
specially prepared by undergoing a process of “ chilling:"
in other words, it is cast in a metal mould, by which the
fore part of the projectile is rendered excessively hard
through the rapidity with which it cools, compared with
the after part, formed in a sand mould. Palliser pro-
jectiles are used against iron and thin steel armour.
The third species of projectile is “Common Shell,”"
made of cast-iron, and containing a large bursting charge
of powder. The fourth, *“Shrapnel Shell,” in which
bullets, to be burst over or among masses of men, are
crammed. Quick-firing guns use small, pointed, solid
stcel shot and shell. The system of rifling for breech-
loading ordnance differs essentially from that for muzzle-
loading ordnance. In muzzle-loaders the projectile
bears studs which fit mechanically into and follow deep
grooves in the bore: in breech-loaders the grooves are
shallow and grip the projectile by mecans of the copper
jacket that cases it. The casing of the projectile, with
that intention, is made of slightly larger diameter than the
bore through which the projectile is propelled, the copper
casc moulding itself into the grooves as the shot is forced
out of the gun, taking the twist of the rifling in its course.
To enable the gun to be loaded, the chamber at the
breech in which the shot is placed with its powder charge
is constructed of larger diameter than the bore of the gun.

Gun-carriages.—In the mounting of naval ordnance
the ingenuity of inventors has kept pace with the pro-
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by the authorities on our side of the Channel, may be
judged by the fact that in 1860 the Admiralty—though
our first ironclad, the Warrior, was under construction
—not only ordered the laying down of several wooden
three and two-deckers, but also demanded from Parlia-
ment, and got, close on a million sterling for replenishing
the dockyard timber sheds. The result was that in 1863,
when the great sweep was made of the wooden ships
that were literally blocking up our harbours, scores of
brand new men-of-war, which had never been commis-
sioned and had never left port, were sold in batches,
practically at the price of firewood, simply to get rid of
them.

The French Gloire was answered by us with the
Warrior. We improved, however, on the Gloire by
framing the hull of the Warrior and her sister entirely
of iron, with the result that, while they remain capable of
service to this day, the French earlier ships, which were
for economy framed of wood and plated over with iron
have long since been broken up.

Our special and unrivalled natural supplies of iron,
and the facilities at the disposal of England for building
iron ships at less cost than could be done abroad, gave
us a great advantage over the other nations at the out-
set. In fact, with the resources we had at command,
the introduction of iron war-ships was all in our favour,
making England for the time being, at any rate, inde-
pendent of outside supplies, an exactly contrary position
to that she had held in the later days of wooden ships,
when the lack of ship timber at home often compelled
us to rely to a dangerous extent on the supplies our
agents abroad could purchase.

The ironclad war-ship being established, at once
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motive type. The working pressure is 140 lbs., heating
surface, 4,640 feet, area of the firegrate, 122 feet. For
forced draught the stokehold is fitted with four fans.

Higher efficiency still has been obtained by the
further development of the system in the Belloma and
Barkam, and the engines of the first-class ocean-
keeping cruisers Blake and Blenkeim. In the Beliona
and Barlkam the engines are a double set of vertica®
triple-expansion engines with cylinders 27, 40. and 4,
inches diameter, capable of 6,000 horse-pwer ard 152
knots an hour speed.

In the Blake and Blenkeim the engines are four sess,
triple-expansion, with inverted vertical cyiinéers. cée-
signed to give 13,000 horse-power, with 20 knots maxi-
mum speed, at natural draught, and 26,200 horse-paer.
with 22 knots at forced draught. The engines of the
Blake and Blen/eim are arranged, two sets 0 each pro
peller, in four compartments, each pair of engines Zajzy
coupled. Each engine has a high-pressure cy.incer f
36-inch diameter; intermediate cylinder, 32-inch ; ans
low-pressure cylinder, 80-inch. Six doubleenied Lrilers
supply the steam, having four furnaces apior at eecs
end and one combustion chamber per bu.er.

To give some notion of the colussal scaie on waiih
the arrangements of the Blake and Blenkeim are cassins
out, it may be remarked that the engines and triem
fill some two-thirds of the entire length of cach s&ig.

In the Blake and Blenkeim the marine engine i» at itr
cxtreme development up to date, and identica.y tix
same system has been, and is being, applied thr gt
the Navy in the engines of the battle-ships ans wr..wr
constructed under the Naval Defence Act oA 127, azs
in the new constructions of Lord Spencer’'s prgrasssss,
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Part IV..THE PERSONNEL OF
THE NAVY.

















































































338 THE BRITISH FLEET. [PART 1v.

rogucs ” was one of the descriptions of the crews of
his majesty’s ships. Not that it was otherwise than
might have been expected, for no care was taken of the
men, cither to pay them regularly, or to supply them
with eatable provisions, and clothing, or to look after
them when sick; while they were punished for every
offence with remorseless savagery-—by flogging, keel-
hauling, tongue scraping, hanging up with weights round
the neck “ till heart and back were ready to break,” and
so on.

One can well believe Raleigh when he tells us, “ they
go with as great a grudging to serve in His Majesty’s ships
as if it were to be slaves in the galleys,” a dislike that
often took the practical form described by the Naval
Commissioners of 1625—*“the pressed men run away as
fast as we send them down.”

SKRAMAN USING DAVIS'S QUADRANT, SINTEENTH CENTURY.
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from the press, as we know from Maydman and other
writers. But he was already a seaman and an accom-
plished scholar to boot. After a period of probation ina
subordinate grade, his captain gave him an acting com-
mission as a lieutenant. When he returned home, he
got this commission confirmed by interest ; then he rose
by that and merit combined, to be an admiral.

One more example, because it is certainly among those
of the latest date. James Clephan, after having served
his time as an apprentice in the merchant service, was
pressed into the Navy in July, 1794, as an A.B. on board
the Siby/; a year later, having been of service to the
master, he, by the interest of that officer, was rated
master’s mate of the Doris. In a boat of this ship he
took part in the cutting out of the C/icvrette on the night
of July 21st, 1801, and, for his distinguished gallantry on
this memorable occasion, he was promoted to lieutenant.
In the Spartiate he was present at Trafalgar, saw a good
deal of further service, was made commander, and died
a captain in 1854, the ycar the war with Russia broke
out.

Having described the various methods of entering the
executive ranks, we may now hark back to the seven-
teenth century for a few remarks in clucidation of those
interesting subjects, Pay, Half-pay, and Promotion.

Prior to the reign of Charles 1. no provision existed
for the maintenance of commissioned officers of the Navy
while unemployed. Admirals, captains, and lieutenants
werce discharged to the shore as soon as their ships paid
off. At the same time various practices were resorted
to by those who possessed sufficient influence with the
authoritics, to kecp their places and pay even when the
ships were not properly in commission. There was,
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2s.; and 30 masters at 2s. 64. and 2s. Power was re-
served to the Admiralty to compel officers on half-pay
to reside near his majesty’s yards and perform such
duties as might be required of them. The scale of pay
allowed at this period to officers varied according to the
rate of the ship in which they served. A ‘ commander
and master,” who acted as captain in a sixth-rate, received
£14 per month, while the captain of a first-rate received
£42 per month. A lieutenant’s pay varied from £7 to
£8 8s. per month ; a master received about the same as
a lieutenant ; surgeons had £5 per month; purser, £2
to £4 per month with perquisites ; gunners, boatswains,
and carpenters, about the same amount; midshipmen,
from £1 10s. to £2 5s. per mensem.!

Surgeons were first admitted to the privilege of half-
pay in 1729 ; the number of masters was increased in
1749; while in 1751 officers were for the first time
allowed to go abroad, with the permission of the Admi-
ralty, without forfeiting their half-pay.

In 1718 it was ordered that admirals should be pro-
moted by seniority if duly qualified; and in 1747 the
superannuation of captains being authorized with pro-
motion to flag-rank, gave rise to the term “yellow
admirals.” So many captains were passed over in 1788
that those who considered themselves aggrieved brought
the matter to the notice of Parliament, and a two days’
discussion ensued. In the end the Government pre-
vailed, but shortly afterwards (1790) there was a very
large promotion, and some, at least, of those whose

! It may be noted that there were two classes of midshipmen,
receiving different rates of pay. The higher class receiving as
much as the captain’s clerk, the lower or “midshipman ordinary ”
only the same rate as an able scaman.
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the “standing officers ” were to be apprentices bound for
at least five years.

By the new rules, only flag-officers were allowed
servants, and these were to be bona-fide “ domestics.” Of
the boys who took the place of the remainder, one-fifth
were to be young gentlemen volunteers, intended for
officers, who were not to be entered under 11 years of
age ; three-fourths were to be between the ages of 1§
and 17, and were to keep watch and watch with the
seamen ; the rest were to be between 13 and 15 years of
age, and were intended as dona fide servants of the other
officers.

A further distinction was made subsequently between
first and second-class volunteers, those in the former
being intended for executive officers, the latter to rise in
the master and paymaster lines. As a matter of fact,
there was nothing to prevent second-class volunteers
from passing for lieutenant, and they did sometimes rise
to be captains and admirals. And it was not impossible
for a second-class volunteer to become a clerk and then
a midshipman or master’s mate, and therefrom to pass
to the cxecutive line. The title “ naval cadet” was sub-
stituted for that of volunteer in 1844.

The custom followed by flag-officers and captains of
carrying a certain number of persons with them from
ship to ship was regulated in 1806; it is now pro-
hibited. Before leaving this subject of “servants” and
“followers”—which had such an important bearing on
the internal economy of the Navy—two quotations from
writers who lived so far apart as the reigns of Queen
Anne and Queen Victoria, will not be out of place.
Says the former:—

“ A gentleman is put in command of (suppose) a fourth-
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himself, does not speak truth. Good or bad, the captain’s
power was supreme, to use as he thought best, and
doubtless there were tyrants and bullies then:as there
were in after times, or we should not have to deplore the
loss of the Hermione, and rejoice at the winning of the
Retribution.

The lieutenants also formed a distinct class, and from
their higher altitude looked down upon the other officers
or patronized them at their will.. But here again if there
was any difference in social rank it was exceptional :
from the days of Pepys to those of Hannay, we read of
blood relations between captains and lieutenants and
masters and pursers; the same influence that obtained
for one man the commission and the higher rank, obtain-
ing for his brother the warrant and the better pay.

The distinction of ward-room and gun-room officers is
comparatively modern ; indeed, until the middle of the
eighteenth century, there is no mention of the‘former
place, which was, in the wooden ships, the big cabin in
the after part of the ship under the captain’s apartments,
the gun-room on the deck below being appropriated to
the gunncer and his mates, and also used as the armoury
of the ship.

About 1600 the officers were given cabins ; the master
in the round-house under the poop, the captain in the
great cabin below the round-house, and the others else-
where below, the partitions being, as a rule, of canvas ;
for of those built of wood it was said, “they are but
sluttish dens, that breed sickness in pcace, serving to
cover stealths, and in fight are dangerous to the men with
their splinters.”

In the time of Pepys the officers appear to have had
no general mess, each living apart in his own cabin. He
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The abuses in the matter of pay in the first half of
the eighteenth century may be briefly summarized.
The practice of placing the letter Q for query against a
man’s name if he was sent on shore sick and did not
return within a month, whereby he forfeited all his pay;
the use of the letter R to denote that a man had run in
the same way on the smallest pretence (in this case
also all wages due were forfeited) ; the deferring or non-
payment of wages due to men who had died on service,
although sufficient power had been given to executors
to receive the same; the irregularity of payment, some
ships’ companies having three, four, and five years’ pay
duc; the practice of transferring men from ship to
ship, or lending them, with the consequent result that
they lost their wages for the ship from which they were
transferred ; the non-recognition by the pay clerks,
unless first bribed, of powers of attorney, whether given
by officers or men; the difficulty of obtaining bounty
for widows and orphans of men slain in the country’s
service ; the non-payment of the wages of men who had
dicd in the scrvice without making wills or executing
powers of attorney.!

Empire,” referring to the seamen discharged at the Peace of Amiens
in 1802, says, * It was found that many of them had upon being
paid off from the ships, on signing the definitive treaty, actually
cmbarked for foreign countries, without setting their foot in their
own,” Captain A, J. Griffiths, R.N., the author of * The Claims
of the Navy,” published in 1813, mentions that Sir Thomas Trou-
bridge told him that shortly after the troubles in 1797, many of our
seamen went over to Brest and assisted to it out the French
et

USee the " Satlor's Advocate,” 1728 3 * A Letter from one bred to
the Land Senvice on o mote Easy Manning of the Fleet,” 1747 ;
and other pamphlets on the subject in the British Museum.
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the junior lieutenant, who is sometimes described as
“the lieutenant-at-arms.” Subordinate to the master-
at-arms were the corporals, fallen from that high estate
in which Boteler expected to find lieutenants among
them, but still performing similar duties. Gradually,
however, the master-at-arms and the corporals had less
to do with small-arm exercise and more with the pre-
servation of discipline, until to-day they are the police
of the ship. It is noteworthy that the master-at-arms
was the only one of these inferior officers who received
his warrant from the Admiralty.

Chief among the inferior or petty officers immediately
under the boatswain was the master sailmaker, who, like
that functionary, was appointed by warrant from the
Navy Board. Towards the middle of the eighteenth
century the ropemaker too, although presumably his
trade was plied on board ship long before this period,
appears among the subordinate petty officers directly
connected with the boatswain. He also was warranted
by the Navy Board. These officers had each their pro-
portion of “mates” and “crew,” including a certain
number of “ycomen of the store-rooms.” In a measure
they formed a little group in cach vessel, bound together
by mutual interests, and having charge between them of
cverything pertaining to the motive equipment of the
ship, rigging, sails, spars, and stores, including the ground
tackle, or anchors and cables.

The immediate head of this department was the
master, whose “mates™ and *quartermasters,” with
their “gang,” attended to the steering apparatus, com-
passes, wheels, relieving tackle, and so on. - The art of
navigating was in a sense extraneous to this business of
superintending and maintaining the cquipment con-
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in hiz majesty’s ships as if it were to be slaves in the
galleys;” and in the next reign, “ they run away as fast
as we send them down.” In several ways this change is
to be accounted for, but primarily it was undoubtedly
caused by the dearth of seamen, owing to the decrease
of commerce, the decay of the fishing industry, and the
lack of mercantile enterprise.

Towards the end of the reign of James I. the merchant-
ships dare scarcely sail because of the freebooters in the
Channel, and Algerine rovers were actually known to raid
ships in the Thames. Such seamen as there were, found
employment under the pirates, privateers, and adventurers
of the time, in whose service they probably experienced
treatment very little better than that of the *Navy
Royall;” indeed, the living may have been in some
respects worse, but this was quite compensated for in
their eyes by the liberty to plunder.!

The nature of the change is shown by the regulations
and usage as to the employment of soldiers afloat. It
had been customary to carry these in the proportion of
one-third of the complement, but, in 1619, in the report
of a commission, we find it stated: *till the year '88
soldiers and mariners were thus usually divided, but
later experience hath taught us, instead of fresh-water
soldiers (as they call them) to employ only seamen.”
But the dearth of mariners did not allow of this practice
long, for in 1625, at the time of the Cadiz expedition,
soldiers werc again embarked as part complement of
the ships.* :

! See Boteler and Manwaring.

* The miserable story of neglect and mismanagement at this
period may be read in Mr. Oppenheim’s papers in the * English
Historical Review.” I cannot do more than refer to it here.
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home, and the commands of our fleets at home and
abroad, are intrusted to flag-officers, who are also ap-
pointed as superintendents of dockyards at home and
abroad. The office of Lord High Admiral of the Fleet
is executed by a Board of Commissioners, who are, as a
rule with only two exceptions, flag-officers. The pay of
flag-officers varies, according to appointment, from £3 to
£9 10s. a day, with retirement of from £600 to £850 a
year. Rear-admirals rise to vice-admirals and admirals
by seniority, but to admirals of the flect by selection.

For an appointment as chaplain in the Royal Navy,
the candidate must have been ordained a deacon and
priest in the Church of England, or admitted into the
same holy orders by the lawful authority of one of the
churches within the realm of Great Britain and Ireland
which are in communion with the Church of England;
must not exceed the age of 35 years, nor hold any
benefice with a cure of souls; must produce testimonials
from the bishop of the diocese in which he was last
licensed, and must be examined as directed by the Lords
Commissioners of the Admiralty. The full pay is 22s.
a day according to service, and retirement is optional at
55 years but compulsory at 60 years of age.

His duties are to conduct morning prayer daily, and
on Sunday to perform Divine Service according to the
liturgy of the Church of England; to administer the
Holy Communion regularly; and to instruct in the
principles of the Church of England all the boys in the
ship and such young officers as the captain shall direct ;
to be assiduous in visiting the sick, and to give religious
instruction to such men and boys as may voluntarily
attend ; and to supervisc the naval schoolmaster in his
duties. -
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a training for four or five years at the Royal Naval
Engincers’ College at Keyham.

During this training £40 a year has to be paid half-
yearly, in advance, by the parents or guardians of each
boy, and, as with naval cadets, their uniform and other
clothing, etc., must be provided by their friends. Board,
lodging and medical attendance are provided by the
Admiralty. They are paid from 2s. to 8s. a week pocket-
moncey, and are allowed six weeks' leave on full pay
annually, provided their conduct and progress have
been satisfactory. Students are under the supervision
of the admiral superintendent and a staff of officers
specially appointed for the duty. As with naval cadets,
a spacious cricket and recreation ground is provided, as
well as boats of all descriptions, and sports and games of
every kind are encouraged.

Whilst in the College, students receive practical in-
struction in the engineering workshops and drawing
office, and in iron shipbuilding at Her Majesty’s dock-
yards at Devonport and Keyham. Means are also
afforded them of acquiring the groundwork of the
knowledge required by naval engineers in the working
of marine engines and boilers, and such repairs as are
possible to be carried out on board ship; the practical
use of the various instruments used in the engine-room ;
and also the construction and working of the electric
light, torpedo and gun machinery.  An examination is
held annually, and at the end of the second term should
a candidate fail to pass without satisfactory reason he is
discharged. At the final examination Go per cent. of
marhs entitle the student to go to the Roval Naval
College, Gireenwich, for further study, where additional
advantapes, in a lengthened course, are given to the two
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varying Fom Ix o ae 2 day.  Half these rates are
alicmest whea the ship = not m commrssion.

Acconntant Gfficers —F or the Acoantant Beanch it is
Serswary to enter as an assstant cierk berween the ages
of 15and 13. The Crii Service Commmissiomers conduct
the examinatioos half-yearly. first by test, and then by
cmpetition. Application to be put on the Iist of can-
didates shrasid be made to the private secretary of the
First Lord of the Admiralty. For full information re-
specting the examination, reference should be made to
the latest quarterly Navy List On passing the neces-
sary examinations the candidate is appointed an assis-
tant clerk, with the pay of 2s. 64, and, while holding
this rank, his parents or guardians must pay half-yearly,
in advance, to the Accountant-General £20 per annum.
At the end of twelve months, if he passes the required
examination, he is rated clerk with the pay of 4s. a day.
Assistant clerks are employed in the ship's office, making
themaselves acquainted with the various ship’s books which
are required to be kept, and in studying the Queen’s
Keyulations and Admiralty Instructions. The examina-
tion for clerk is principally to inquire into the knowledge
of ship's work the boy has acquired during the preceding
year,  The clerk takes a minor part in the duties of the
ship's office, but is not a responsible officer. At the age
of 21 he is examined for paymaster, and, if passed, is
appointed an assistant paymaster.  The examination is
conducted afloat by three paymasters in the presence of
a captain or commander, and is almost entirely confined
tu shipy' hooks and accounts, exchange, foreign weights
aml measures, and coins,

An asvistant paymaster is a responsible officer, and is
in many casex appuointed in charge of sloops, despatch
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vacating which his secretary reverts to the rank of pay-
master.

Medical Officers—The candidate for entry as medical
officer in the Royal Navy must be registered under the
Medical Acts in force as qualified to practise medicine
and surgery, and be between the agesof 21 and 28 years.
He is physically examined by a board of medical officers
at the Admiralty, in medicine, surgery, anatomy, physio-
logy, chemistry, and materia medica, and practical know-
ledge of drugs; and, in addition, there are various volun-
tary subjects, including languages. On application to
the Admiralty full particulars of the examination may
be obtained, or by reference to the quarterly Navy List.
The successful candidates immediately receive com-
missions as surgeons in the Royal Navy, and undergo a
course of practical instruction at Haslar Hospital. The
pay of surgeons commences at 11s.64. a day, and rises to
155. 64. after cight years’ service. Surgeons are appointed
to smaller ships in medical charge and to large ones under
the flecet-surgeon. A certain number arc always em-
ployed in the naval hospitals at home and abroad. In
the largest ships there are, as a rule, three medical
officers.

After twelve years’ full-pay service, surgeons are ad-
vanced to the rank of staff-surgeons, with full pay of
21s. a day, rising to 24s. a day ; and flcet-surgeons’ rank
is gained after twenty years’ service, with full pay of 27s.
a day to 33s. a day.

Surgeons and staff-surgeons after eight years’ full-pay
service are allowed to withdraw from the Navy with a
gratuity of £1,000; after twelve yecars’ service with
£1,500; and fleet-surgeons with sixteen years’ combined
full-pay secrvice are entitled to a gratuity of £2,230.
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year, but if an officer is reported as being able to drill
Royal Naval Reserve men, he will only be required to
undergo seven days’ test drill.

Officers of the Royal Naval Reserve, when called out
by royal proclamation, receive the same pay as officers of
corresponding rank in the Royal Navy, with these ex-
ceptions :

Midshipmen under three years receive 3s. a day.

» over ”» ”» 45. ”»
Senior engineers receive . . . . 20s. °,,
Engineers receive . . . . . . . 175.
Assistant Engineers receive . . . 11s.

They arc all granted equipment allowances of £ 40 for
the senior officers, and £ 30 for the juniors: midshipmen
receive £20. Officers undergoing voluntary service or
training reccive the same rates of pay and allowances as
if called out. Officers who have qualified for navigating
duties receive :—licutenants, 4s5. a day, sub-lieutenants,
2s. 64. a day, when employed assuch ; and an allowance
of 2s. a day to officers of ward-room rank, and 1s. a day
to officers of gun-room rank, is given as a contribution to
mess expenscs.

While attending drill on board a district drill-ship the
officers of the Royal Naval Reserve live on shore and
receive an allowance for board and lodging : lieutenants,
10s. a day; sub-lieutenants, 7s. a day; midshipmen, ss.
a day. Officers of the Royal Naval Reserve are com-
pulsorily retired at 55 and 50 years of age, according to
rank, and are placed on a retired list.

Ships of the mercantile marinc commanded by an
officer holding a commission in the Royal Naval Reserve,
and in which 10 per cent. of the crew are Royal Naval












462 THE BRITISH FLEET. [PART 1V.

lieutenant the officer proceeds to the Royal Naval College,
Greenwich, for one session, at the end of which, on pass-
ing a satisfactory examination, he is advanced to lieu-
tenant, from the date of passing, and then joins one of
the divisional headquarters for instruction in military
duties, etc. The strength of the Royal Marine Artillery,
and the three divisions of Royal Marine Light Infantry,
is over 13,000, of which about one-half are serving on
board ships. ’

The marine officer on board ship commands all the
marines on board in all duties relating to their distinct
duties as marines, but he never assumes naval command
or authority whatever, unless ordered to do so by the
senior naval officer, and in all matters is under the
command of the executive officer of the ship. The full
pay of royal marinesis :—lieutenants, 5s. 7d. to 7s. 10d.;
captains, 12s. 1d. to 145 I1d.; majors, 14s. 1d. to 16s.;
lieutenant-colonels, 18s.; colonel-commandants, 4o0s.
Retired pay from £223 per annum to £600, according
to scrvice.!

* For fuller details on the subject of the qualifications for entry,
pay, and emoluments. and duties of officers of the Royal Navy and
Royal Marines see the Admiralty Instructions and the Quarterly

Navy Lists (price 3s.): official publications to be obtained through
any bookseller.

.
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these Zzue the examole of e seamen before them, and,
in the rezezt memoradle disaster of the loss of the
fave shown that they can rise to heights of
caimness, courage, ané discipiine that have awakened, it
i3 not o much to say, the admiration of the world.
With these preliminary remarks we may proceed to
inquire how the manning of the British fleet is pro-
vided for.

Seaman Class.—The seaman class in the Navy is
kept up to its strength by the entry of boys who are
thoroughly trained for a life at sea in training-ships
cstablished at various ports in Great Britain. They are
entered at the age of 15 and up to 16% years; must be
of robust frame and of perfectly sound and healthy
constitution, particular attention being paid to their
teeth, as, without a good sct, a blue-jacket would fare
badly at sca, when no fresh bread can be had, but only
ship's biscuit.  The test represents such requirements
that some 40 per cent. of the applicants are rejected.
The candidate must be of the regulation height and
girth of chest; he must not only have sound teeth, but
be free from malformations and stiffness of joints; his
hearing, sight, and scense of colour are tested ; he is put
to o considerable trial of physical strength by gymnastic
exercises, and precautions are taken to insure that he is
not cpileptic,

Boys are recruited from all over the country, and if
passed are drafted to the nearest training-ship for entry.
Beingy in every respect fit, the first thing a lad has to do
15 to sign an agreement to serve continuously in Her
Mujesty's Navy for twelve years, from the age of 18, He
then becomes a boy, second-class, and commences train-
ing.  The scheme of instruction is framed to point to
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plentiful. In short, no better life for a boy can be
desired.

Having become a boy, first-class, the youngster is now
taught how to repair his clothes, signalling, sailmaking,
fitting rigging, sail drill aloft, boat-pulling and sailing,
swimming, etc., and the rifle and cutlass exercise, having
passed in which subjects he goes for a six weeks’ cruise
in one of the training-brigs. This course in the training-
brig gives the boy his first taste of real seamanship.
He is put through rope drill, tacking and wearing in
slow and quick time; he learns how to bend sails and
weigh anchor, he is exercised in shifting sails, as well as
masts and yards; he begins to handle studding-sails,
and his drills become more complicated. His course
also includes gun, rifle and cutlass drill. Meanwhile, he
is having a good time afloat, with bathing, swimming,
and other healthful exercises.

The boy is next sent to the dep6t ship to wait draft
to the sca-going training-ship for six months. In the
training-ship his work in seamanship and gunnery is
carried forward, he is thoroughly drilled, and falls into
the routine of the ship. ‘“General quarters,” <“fire
stations,” and “man and arm boats” are often piped for
his benefit, and he returns in many ways efficient, having
scen a good deal of the world, and having had many
opportunities of improving himself.

At the age of 18 he is rated ordinary seaman, and as
soon as he has had sufficient experience at sea and of a
scaman’s duties, and is a good helmsman and leadsman,
etc., with a fair knowledge of gunnery, he is rated able
seaman, with pay of 1s. 74. per day. A steady, sharp
lad may soon pick up sufficient knowledge to pass for
trained man, and for leading seaman, with a rise of pay
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There may come a time when the petty officer, having
been a good deal afloat, perhaps desiring to get “ settled
in life,” may think it desirable to join the Coastguard, a
service which, in pleasant places, is pleasant enough, It
may, however, take those who enter it to wild, outlandish
regions, and the Coastguardsman, moreover, forfeits his
rating, with his gunnery and torpedo pay, and returns to
the rank of A.B. with the title of *“ Boatman.” Thereare
some other disadvantages besides, and the Coastguards-
man’s pension is not so good as that of his brother
afloat.

A man having served seven years at sea, one year of
which as petty officer, and being between the ages of 21
and 35 years, is eligible to pass for warrant officer of the
flcet. The examining officers must satisfy themselves
that the candidate is in every respect a practical seaman,
and compcetent to take charge of a watch, and is ac-
quainted with the rules and regulations for preventing
collisions at sca ; a knowledge of working and manceuvr-
ing ships, signalling, and the effect of the helm ; and must
understand perfectly the rigging of ships; how to secure
and stow anchor ; to ercct sccure sheers; and be able to
write well and understand the four rules of arithmetic.
The examining officers are a navigating officer and
threc gunners or boatswains, in the presence of a cap-
tain. Having passed the cxamination, the petty officer’s
name is put on a roster, and, as vacancies occur, these
men are promoted to gunner or boatswain, and pass
from the lower deck to a warrant officer. Warrant
officers are, as a rule, in charge of stores, gunner's or
boatswain’s, according to their rank, but the juniors are
usually appointed for quarter-deck duties to ships which
do not carry midshipmen.
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stores. In the boatswain’s charge are placed masts, sails,
rigging, anchors and cables. He must make everything
ship-shape, take charge of the holds and boats, and
generally see to the cleanliness of the ship. In the
same way the gunner has charge of ordnance stores,
and must keep a careful account of them. It is his
work to arrange for re-provision from the gun-wharves
and powder magazines when the ship reaches port. He
often keeps a watch, and not seldom is placed in com-
mand of a torpedo boat. Not only are warrant officers
thorough seamen, but they hold very responsible posi-
tions on board our ships. They wear uniform, and have
cabins and a separate mess. An admirable set of men,
they still have a grievance ; it is that more commissions
are not given to them.

Lastly, in regard to the seaman class, it has to be
noted that a number of boys in the training-ships are
selected for the signal staff, and on being drafted to sea-
going ships are rated signal boys, and instead of rising
to A. B.'s, etc, as with other boys, become qualified
signalmen, yeomen of signals, etc, up to chief yeoman
of signals. They are employed entirely in signalling.
As a signal boy the pay is ;4. a day, and a chief
yeoman of signals receives 3s. 54. a day.

Engine-room Staff, etc—Next in importance to the
seamen comes the engine-room complement. Stokers,
second-class, are entered from the shore, the only qualifi-
. cations necessary being that they are more than 19 years
of age, over 5 feet 3 inches in height, and strong, healthy
subjects; if with previous expericnce of steam-ship as fire-
man, they may be entered as stokers, with pay of 2s. a
day. By steady conduct, good character and smartness
these men can rise quickly to leading stoker, second-
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ten years’ service an engine-room artificer is eligible for
advancement to chief engine-room artificer, ‘provided his
conduct has been very good, and he re-engages to com-
plete twenty-two years’ service from date of entry. The
pay of this class varies from §s. 6d. to 7s. 6d. a day,
according to service.

Under the head of artificers are classed carpenters,
shipwrights, armourers, plumbers, painters, blacksmiths,
and coopers. These ratings are filled by men entered
from the shore with a knowledge of their trade, and
advanced to the higher positions in their several branches
by service, good conduct, and knowledge of their craft.
The pay of all classes is good, and varies from 2s. to
6s. 6d. a day.

The ships’ police branch of the service is recruited
from scamen and marines, three ycars' service at sea
with very good character being necessary to qualify
for the junior grade (ship's corporal, second-class) ; but
a petty officer of two ycars’ high character can be
entered as ship's corporal, first-class. Master-at-arms is
the highest grade in the police, and may be attained
after a year's service as ship's corporal, first-class; but
to do so, a man must be fully conversant with the duties
of the ship's police. A master-at-arms with a staff of
ship’s corporals is allowed in the larger ships, a senior
ship’s corporal doing the duty of master-at-arms in
smaller ships. Pay commences at 2s. a day, and rises
to Gs. after twelve years’ service as master-at-arms.  « If
I werc asked,” says a recent writer in regard to the
occupations of this official, “which post on board ship
I would sooner see filled by anyone else than by myself,
1 should unhesitatingly reply that of the master-at-arms,
or chief of the police. It is a thankless billet at the
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and fed, ot otherwise being paid an equivalent, Heis,
moreover, entitled to pension and to berths in the Coast-
guard under conditions. The uniform is that of the Royal
Navy, with the distinguishing badge of R.N.R.

We have now surveyed the component elements of
the seaman class and the engine-room complements: of
our fleet,- and have glanced at the Reserve, but no
picture of life in the British service would be complete
without an account of that gallant and useful fellow the
Royal Marine. Some notes upon the qualifications of
marine officers have already been given. Time was
when the “Jollies” were the butts of their comrades
afloat, but they have a very distinguished history, and
exercise very useful functions. No doubt the idea of a
military force established for sea service—the corps was
first raised by Charles II. in 1664—presents at first sight
a certain incongruity, though there was a very sufficient
reason for it, but, as Major Edye remarks in his very
valuable “History of the Royal Marines,” the force
“such as it was, such has it, in spite of many vicissitudes
and heart-burnings, remained, ever loyal, not only to its
sovereign and country, but also to its parent stem—the
Royal Navy

At the present time the red-coated marine may be
seen all over the world sharing the work, the privileges,
and the pleasures of his blue-frocked brother. There
are two branches of the service—the Royal Marine
Artillery ' and the Royal Marine Light Infantry—and it
is to be noticed that the men in the ranks of both are of
a much superior class to those found in many regiments
of the Army. The enlistment is for twelve years, with

! See an article on “The Royal Marine Artillery,” by Lieut. J.
M. Rose, R.M.A., “United Service Magazine,” August, 1893.
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his seat at the Admiralty in 1757 rather than sign th
death-warrant of the unfortunate Admiral Byng :—

“ Adverting to the establishment of the naval umiform, th
Admiral said he was summoned on that occasion to attend th
Duke of Bedford, and being introduced into an apartment swm
rounded with various dresses, his opinion was asked as to the mos
appropriate ; the Admiral said red and blue, or blue and red, a
these were our national colours. ‘No,’ replied his Grace, ‘th
King has determined otherwise, for, having seen my Duches
riding in the park a few days ago in a habit of blue faced witl
white, the dress took the fancy of his Majesty, who has appointe
it for the uniform of the Royal Navy.’”

The adoption of this uniform was notified to the nava
service by the following order, dated April 13th, 1748
and addressed to twenty-one admirals, vice-admirals an¢
rear-admirals, and one hundred and thirty-two officers ir
command of ships and vessels :—

“Whereas we judge it necessary, in order the better to distinguish
the rank of sea officers, to establish a military clothing for admirals,
captains, commanders and lieutenants, and judging it also ne
cessary that persons acting as midshipmen should likewise have
an uniform clothing, in order to their carrying the appearance
which is necessary to distinguish their class to be in the rank of
gentlemen, and give them better credit and figure in executing the
commands of their superior officers, you are hereby required and
directed to conform yourself to the said establishment, by wearing
clothing accordingly at all proper times, and to take care that such
of the aforesaid officers and midshipmen, who may be from time
to time under your command, do the like. And it is our direction
that no commission officer or midshipman do presume to wear any
other uniform than that which properly belongs to his rank,
etc., etc.”

The instructions do not appear to have been sanc-
tioned by an Order in Council or promulgated in the
“Gazette ;” but, utder the heading of “ Domestic News,”
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have not the patterns, pictures of the dress of th
admirals and midshipmen have come down to us, th
embroidery and lace on those of the flag-officers bein
most elaborate.'

On July 18th, 1767, the above regulations were super
seded by an Order in Council which stated that th
embroidered uniform clothing of flag-officers, and th
full-dress uniform of captains, commanders and lieu
tenants was to be discontinued, and that the *frod
uniform clothing ” was to be altered. Admirals’ frock:
were to have narrow lappels down to the waist, smal
“boot ” cuffs, and single instead of treble plain lace ol
mousquetaire pattern down to the side skirts. The
lappels on the captains’ and commanders’ frocks were
also to go down to the waist, and lieutenants the same,
but with slash cuffs and lappels like the commanders,
and without lace. The cuffs and lappels of the lieu-
tenants’ coats were ordered, in the following year, to be
white instead of blue.?

In July, 1774, this “frock” uniform was made full
dress, and some slight alterations were made in the
arrangement of the lace on the coats; flat buttons with
an anchor and cable engraved thereon were substituted
for the rose buttons; the waistcoats were to be -plain
and the breeches white instead of blue. At the same
time an “undress” uniform was prescribed—the term
does not appear to have been used before; the collar,
cuffs, and lappels of this undress were made blue, and

' Stothard’s picture at p. 336 shows Prince William Henry
(afterwards William IV.) as a midshipman in blue coat, with a
white patch on his collar, white waistcoat and knee-breeches.
Admiral Digby is shown in the undress uniform of 1767.

? Schomberg’s “ Naval Chronology,” vol. i., p. 479.
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had blue lappels and cuffs, but in other respects their ful
dress was that of the captain under three years. Th
lieutenant’s full dress was but slightly altered, the coa
had white lappels and cuffs without any lace on ther
The undress or frock uniform was as follows :—for captai
of three years post, blue coat, white lined, blue lappels an
cuffs, fall-down collar, gold-laced button-holes, square a
both ends, arranged regularly on the lappels. For captaii
under three years the same, except that the nine button
holes were arranged on the lappels in threes. For maste
and commander the same, except that ten button-hole
were arranged by twos. The lieutenant’s undress coa
only differed from his full dress in that instead of whit
lappels and cuffs it had a white edging or piping.

The warrant officers, which rank included masters
surgeons, pursers, gunners, boatswains, and carpenters
were given for their first uniform dress a blue cloth coa
with blue lappels and blue round cuffs,a fall-down collar
three buttons on the pocket-flaps and three on the cuffs
The coats to be lined, but not edged with white. The
button was with an anchor, “ same as the captain’s former
one.” The masters’ mates, like the warrants, had no full
dress, and their undress was the same as the lieutenants’,
but without lappels, with the collar falling down instead
of standing up, and with warrant officers’ buttons. The
midshipman's uniform was slightly altered, it was now
described as a blue cloth coat with no lappels, blue round
cuffs, buttons on cuffs and pocket-flaps, stand-up collar
with small white turnback “as before,” white lining but
not cdged.

White cloth waistcoats and brceches were prescribed
with all these dresses, but the rule was not strictly en-
forced. No rules as to hats or swords or boots were issued.
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the shape of piping to the lieutenant’s coat and the patch
on the middy’s collar, disappeared at about the same
time.!

By the new instructions rank was to be distinguished
by the gold epaulettes. Admirals wore two, with one,
two, or three silver stars on each, to denote rear, vice,
and full admirals respectively. Captains over three
years' standing, the plain gold epaulettes; captains
under that seniority, one on the right shoulder; and
master and commanders (a combined commissioned rank,
not to be confounded with the warrant rank of master),
one on the left shoulder. These epaulettes were not
stiffened over the shoulder, as are those worn now, but
hung down like tassels.

This uniform remained in force until 1812, and fis,
consequently, that of the Nile and Trafalgar period.?

I thought that possibly some light might be thrown
upon this matter of uniform by nautical novels dealing
with the period ; but when one finds Captain Chamier
making his hero, in 1794, seal a love-letter with a
purser’s button which did not come into existence
until 1807, one is apt to doubt this sort of authority.
Taking it, however, for what it is worth, we learn
from Captain Glasscock that, in 1800, at least one
naval lieutenant was to be seen in a blue white-edged
coat with straggling anchor-buttons of different dies, a

! In contemporary pictures of the officers of the Queenn Charlotte
(June, 1794), white facings are shown, but in those of the officers of
the Captain (1797) this is not the case.

2 About 1795 Rowlandson was commissioned by Messrs. Ackermann
to make drawings of the naval uniform of that date, and ten plates
were published in 1799, which are now very scarce. They represent

the admiral, captain, lieutenant, midshipman, purser, marine officer,
carpenter, cook, seaman and cabin-boy.
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collars, and all the clerical staff the same device on the
buttons.

Junior officers who had not previously been accorded
permission were now allowed to wear blue instead of
~ white pantaloons, if they wished ; mates a button and
button-hole of gold lace on the stand-up collars of
their coats, and a thin white edge to the coat; mid-
shipmen a white turn-back as before, but the coats
were not to be edged with white ; mates, midshipmen,
gunners, boatswains and carpenters to have swords like
the masters, but of such length as may be convenient.
Masters’ assistants, a rank instituted in the previous
year, and volunteers were now given uniform. All
officers were ordered cocked hats in full dress or undress,
but might wear at sea a round black hat, bound with
black silk, with a narrow black silk band and black
buckle, and a black silk or leather cockade, with a loop
of the same material, and half the width of the whole
loop of the full-dress hat, with the appropriate distinctive
button of waistcoat size.' The full-dress coats of what
are now termed warrant officers had turned-down collars ;
they no longer wore knee-breeches, and their buttons
had no crown above the anchor. The undress coats of
all grades had fall-down collars and lappels to button

' The hat, which had been originally cocked on three sides, with
one angle to the front, was made in the nineties with two flaps, one
perfectly straight up behind, the other slightly bent in the old
fashion to give the angle in front. After 1800 this bend disappeared
and both sides went up straight, but much higher behind than in
front, while at the corners tassels hung down ; this hat was gene-
rally, but not invariably, worn “athwartships.” In 1825, when the
shape of the hat was prescribed, it was made as at present, to be
worn “fore and aft.”
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wrights, the exponents of naval character on the stage,
the poets and balladists, the marine painters and those
who had painted naval portraits and figure subjects, and
the caricaturists and humorous artists. But as the
materials were garnered it became evident that if this
scheme were to be carried out the volume would have to
be as large again. Reluctantly therefore the vista was
curtailed, and the section consists of explanatory notes
on the illustrations, with brief references to the artists
whose work has been laid under contribution.

The illustrations are chiefly reproduced from prints
and pictures in my own collection or in that of the Print
Room at the British Museum. And here I may take the
opportunity of thanking Mr. Hull of the department for
the advice and assistance he so willingly gave me when
making a selection for reproduction. In the Museum
the prints are not catalogued under subjects, and there-
fore, although I went armed with a portentous list of
names, I might have spent months in the search for
necessary material, had not Mr. Hull come to my rescue.
With this gentleman’s help I managed in a few weeks
to make a fairly complete list of those painters and en-
gravers whose work has connection with our Navy, and
I regret to say that there are many who were not repre-
sented on the walls of the recent Royal Naval Exhibition
at Chelsea. .

The principle governing the selection of illustrations
for the book has been to use the work of those artists who
painted contemporary subjects, and by this means to
give a chronological view of art in connection with the
Navy as well as to insure, as far as possible, accuracy.
It was necessary, however, in dealing with naval history
prior to the Stuart period, to make a choice between the
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the forecastle of the Prince George, and the second a
gun’s crew at drill on board the same ship. The fore-
castle scene, engraved by Ward, is given on p. 153;
that of the gun’s crew was engraved by Bromley, and
they are very fine specimens of this prolific artist’s work.
Another of his pictures, engraved by Young, is entitled
. “The British Naval Hero,” and represents a young
middy leaving his friends to go to sea, the date, 1783,
suggesting that it was painted before the declaration of
peace, and as an incentive to the youth of the nation.
Samuel Drummond, A.R.A. (1763-1844), had been a
sailor. His father fought for the Pretender in 1745, and
he, when quite young, ran away to sea. It was natural,
therefore, that his first picture should be of the seg and
of fighting. He painted the ““ Battle of Trafalgar,” and
“ Duncan receiving the sword of De Winter,” and many
other famous episodes and incidents; but less well known
is the picture, engraved by Ward (p. 32), and the occur-
rence to which it refers. On October 1st, 1809, a French
privateer chased the mail packet IWindsor Castle, Acting-
Captain William Rogers, a midshipman of the Navy,
when she was on her way to Barbadoes. At first the
packet tried to escape, but finding this course impossible,
prepared for resistance. About noon the privateer ran
alongside, hailing the packet to strike, and on Rogers's
refusal attempted to board. The Frenchmen found,
however, that the task was not so easy as they sup-
poscd, for they were repulsed with a loss of eight or
ten killed and 'wounded. The privateer then tried to
get away, but, the yards of the two vessels being inter-
locked, without success. Rogers now prepared to turn
the tables on his foe, and after discharging into the
midst of her crew a 9-pounder loaded with double grape,
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to a ship-painter of Hull, gained a knowledge of men-
of-war and ship life when he went as draughtsman to
China in Colonel Cathcart’s embassy, 1788. He was a
friend of George Morland, and painted similar subjects.
Only two of his pictures among those engraved relate to
the sea, “Sailors Carousing,” and “The Sailor's Fare-
well ;” they are scarce, and now seldom seen, George
Morland did not paint many sea pieces, but he is here
representcd by “The Sailor’'s Conversation” (p. 400),
where Jack may be supposed to be relating his adven-
tures to a couple of boon companions.

William Daniell, R.A., picked up a knowledge of sea
life during a voyage to India, and the representation of
the ceremony of “Crossing the Line ” (p. 167) is doubt-
less drawn from the actual occurrence as he witnessed
it on board the Hannibal. A.W. Devis also made a
voyage as draughtsman in onc of the East India Com-
pany’s vessels, and was wrecked in the Awntelope. This
is the painter who, after the battle of Trafalgar, went out
to mect the Iictory and make a facsimile of the cock-
pit, with portraits of the officers, in the well-known
picture. The illustration by George Jones, R.A., of
“Smugglers and Coastguardsmen” (p. 471) is one of a
pair by this popular artist, who died in 1869, aged
cighty-three, and it exhibits the change in the blue-
jackets’ costume. A curious incident which took place in
the Baltic during the Russian War is depicted by E. T.
Dolby on p. 463 ; one of a series of illustrations of the war
published by Colnaghi at that time. A party of French
soldiers and British sailors arc fraternizing on the 6-gun
paddler 'w/ture, Captain Glasse, presumably just after

the arrival of the French troops destined for the attack
on Bomarsund.
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“ Sir, your commands?” to which the spindle-shanked
midget of a captain replies, “ See Jack Spritsail have
another dozen,damme!” I much regret that this unique
picture was spoilt in the process of reproduction, and does
not appear here. Apparently from the same hand we
have a political lampoon entitled “ Next Sculls at the
Admiralty,” dated 1744, and showing the outgoing
members of the Board with their possible successors.
Here are caricatures of Anson and other well-known
naval officers, while on the secretary’s table lies a docu-
ment on which is written “ A list of papers between Mr.
M[atthew]s and Mr. L[estoc]k.” A third and still older
print, for it is dated 1737, gives us “ The British Hercules ”
(p. 105), and is the earliest known representation of the
British blue-jacket. He bears a scroll, “I wait for orders,”
and in the background is Spithead with the fleet tugging
at its anchors. This was the era of the fruitless negotia-
tions with Spain which ended in war two years later,
when the merchants were strongly urging upon the
Government the necessity of taking steps to protect our
commerce in the West Indies. In 1739 Vernon sailed for
Porto Bello.

Boitard was also the designer and engraver of many
of the satirical prints of this period. “The Sailor's
Return,” 1744, engraved by Booth (p. 496), shows us an
officer of Anson's ship, the Centurion, just returned from
his voyage round the world. In the background the
treasure captured in the Manila galleon is being con-
veyed to London, escorted by an armed guard of sailors
and marines, while over the waggon waves the British
ensign above the flag of Spain, and far away in the
distance is the Centurion herself. Boitard also gives us
prints representing ¢ British resentment, or the French
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ashore. In “ The Stage Coach in a Country Inn Yard,”
1747 (p. 66), he has put on the top of the coach a
sailor and a soldier, the latter a woebegone looking party,
who has evidently fared badly wherever he has been. But
the sailor is jovial and jolly, although his position seems
somewhat insecure to anyone unaccustomed, as Jack is,
to hold on by his eyelids. That we may be in no doubt
as to where he comes from, Hogarth has equipped him
with a bundle marked in large letters Centurion. A
precisely similarly attired seaman is to be found in “ The
Times,” Plate 1., where, bucket in hand, he is assisting to
put out a fire.

John Collett was another painter of humorous scenes
in the style of Hogarth, and the fact that his father was
employed in the Admiralty may have given his art a
bias in the direction of subjects connected with sailors.
At all events, most of his pictures represent Jack ashore,
and many of them, published by Messrs. Carington
Bowles and Sayer, of Flect Street and St. Paul’s Church-
yard, are not suitable for this book. The picture on p. 432,
“A Rescue, or the Tars Triumphant,” is said to represent
an incident which actually occurred about 1768, when the
press-gang, instead of being employed in its proper voca-
tion, undertook to release a young lady friend of their
commander from the custody of the myrmidons of the
civil law. If Collett is to be trusted they succeeded most
cffectually in their endeavour. Under various names
as one partner left and another took his place, the print-
selling firm of Carington Bowles mentioned above pro-
duced a great part of the cheap illustrations of the period,
and a curious collection of their publications is to be seen
in the British Museum Library. It contains specimens of
the work of almost all of the artists about to be men-
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he made to the port. However, he made good use of
his few days there, for in addition to several views of the
harbour, the Point (p. 127), and Gosport, he made sketches
.on board the Hector of the officers of that ship and of the
men at work 'tween decks during an imaginary action
(p. 373)- In describing the picture on p. 30 as “The
Ward-Room of the Hector,” 1 have followed the lettering
of a print in my possession, but it is more likely intended
to represent the admiral’s or captain’s cabin, for the
officers are nearly all of the latter rank. In the last
decade of the eighteenth century Messrs. Ackermann
the publishers, commissioned Rowlandson to draw ten
plates of naval costume. The complete set was not
issued until 1799, and actually shows the full dress of
1797, although, as a proof that the artist was aware that
a change had recently taken place, in the only coloured
plates I have seen, the white lappels of the coats of the
admiral and captain are painted blue, thus making them
conform to the later regulations.

Bunbury visited Portsmouth in 1785, and there made
the sketch of the men of the Edgar (p. 315), doubtless
from a group that he saw on the beach. The Edgar,
Captain Adam Duncan, was guardship in Portsmouth
Harbour from April, 1784, to August, 1786, and the name
is on the cap ribbons of the sailors drawn by the artist.
The little vignette cntitled “ Jack’s Farewell ” belongs to
the same period.

Partly contemporancous with these men we-have the
Cruikshanks. Isaac, the father, who died in 1811,
Robert Isaac, the elder son, who died in 1856, and
George, who died in 1878. All three did work which has
connection with the Navy, and Robert had been to sea
as a midshipman in the East India Company’s service.
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Admiralty Waiting-Room (p. 147) is one of those pre-
pared by Marmryat, whose own portrait is said to be
depicted in the gentleman leaning against the wall on
_the left hand.

Henry Alken is more noted for his sporting illustra-
tions than for those having reference to the Navy, but
the picture of “Jack's Wedding-day ” is characteristic
of his style (p. 4835). Willam Heath did many
humorous naval sketches, that of the midshipman on
half-pay commemorates a state of things which occurred
at the termination of the war (p. 98). “ When this ship
paid off, with many others, at the close of 1814,” writes
Captain Sinclair, who was a youngster in the line-of-
battle ship referred to, “every mate and midshipman
went through the ordeal of what was then styled * pass-
ing for a gentleman.” If you could not show that you
were of gentle blood ; or, what was of far more conse-
quence, get some political influence to bear, you were
simply discharged to the shore, and were considered to
have no farther claim upon the service.” A little later,
however, and some of the older men of those who were
thus discharged were granted a small pittance in recog-
nition of their long service, and thus it was not a very
wide stretch of the imagination which pictured a mid on
half-pay sitting on his sea-chest with the implements
of his art around him, blacking boots for a livelihood.

Hecath's sketches of the men employed afloat and
ashore in the Preventive Service were drawn from life
(pp- 331, 355). The picture of a press-gang (p. 425), by
Hablot K. Browne (“ Phiz "), is of course imaginary, and
formed one of the illustrations to a book called “ Paul
Periwinkle,” by W. J. Neale, published in 1840, and
somctimes to be seen on sccondhand bookstalls; it gives
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2y a stretch, proclaims the other a sleepy fellow pro-
perly served, while two youngsters smile and whisper at
s smpicty. Another master’s mate, just returned
from a chiling watch as his red face shows, has pru-
2y provided himself with a bottle from another mess,
which he exuitingly brings in, but is pursued and
oxared by a midshipman, who seeks to recapture the
prize.  The confusion of such a scene is additionally
Llustated by a medley formed of chessmen, a back-
gammoa board. a desk, a logbook, a horn, etc., whilst the
beoxen candle in the bottle, inundating with tallow the
renowned ~ Hamiiton Moore,” shows the great care that
is generaay taken of his valuable instructions.'
Altzough the picture is dated 1341, and was cer-
t3inly isszed in this state about the time of the war on
the coast of Syra. a somewhat simiar iilustration, pro-
hadly the original of this, was published in 1821 and
insomided. * Dawn by a Naval Orficer.” It was strange
o me whose :)emnai experience of gun-room life dates
fzom the sixties that in both these pictures of the mid-
mex’s berth there shouid be persons smoking. Not
were the reguiations most stringent on this point
wiz I went agfoat, but smokers were much more un-
commion than in the present day.  The only explanation
I can Zive for this apparent anachronism is that there was
hizen hundred and war time,” a relaxation of rules
wihich was wholly exceptional.
=e illustrations of the six dockyards, dated 1;36-39.
are signed, * Sam: and Nathl Buck, del: et scul: Garden
Court. No 1. Middle Temple, London.” A later set by

Hamion .\lc-ore was the seamanship wniter of the earlier part
¢f the centuny. the predecessor of D'Arcy Lever, Alston, Nares.












546

Art, naval (on naval pictures and
prints), 519-543.

Articles of war, 174.

Atrtificers, modern Navy, pay, etc.,

473-
Attwold, R. See Caricature.
Astrolabe, use of the, 221.
Asylum, Royal Naval, 158.
Atkinson, J. A., plates of costumes
of the Navy, 512.
Australian discovery, 75.
Austrian Succession War, 38.

BACON on ““strength at sea,” 20.
Ballast, burying the dead in it, 133.
Ballasting of ships, 132.

Band, the ship’s, 476.

Banyan days, 134.

Barbette turret-ships, 290,

Barfleur, battle of, 34, 35.

Bartholomew Diaz, 18, 70.

Baston, Thos., and his picture,
H.M.S. Britannia, 1721, 131,
523.

Batten, Sir W., 344.

Batteries, floating, 285.

Battle flag, 192.

of Barfleur, 34, 35.

of Beachy Head, 31, 34

—— off Cape Finisterre, 38.

—— of Cape Passaro, 37.

—— of Cape St. Vincent, 45.

of Crecy, 15.
off Dominica, 42.
¢ of Dorking,” 54.
—— of Harfleur, 16.
——-— of *“ Lespagnols sur mer,” 15.
—— - off Lowestoft, 28.
-——- off Minorca, 36.
of the Nile, 45.
— - - off North Foreland, 29.
— - of Poitiers, 15.

INDEX.

Battle of Quiberon Bay, 12, 37, 39

—— off Rochelle, 15.

—— off Saint Mahé, 14.

—— of St. Valentine’s Day, 4§.

—— of Solebay, 30.

—— off the Texel, 30.

—— of Trafalgar, 12, 46, 61.

Battles of Dover Straits, 12, 29, 88.

Beachy Head, battleoff, 1690, 31, 34.

Beards, whiskers, and moustachius
in the Navy, 515.

Beer, quality of, 136; ration of,
136 ; storage of, 132.

Benbow, Admiral, 357.

Bermuda, 165.

Binnacle, a, eighteenth century,
207.

“ Black Book” of the Admiralty,
168, 169.

‘¢ Black-eyed Susan,” etc., 506.

Blackwall Dock, 165.

Blake, Admiral and General, 28,
343, 345, 430.

Bligh, Captain, and the mutiny of
the Bounty, 69, 527.

Blue, the colour, and the Navy, 318,
486, 488.

—— ensign, 92.

Bluecoat boys and the Navy, 374.

Bluejackets in the Navy, 506, 534.
See also Blue.

Board of Admiralty, 101; con-
stituted, 110; the Board Room,
150. See also Admiralty.

—— of Longitude, 124.

Boatswains, 318, 329, 376, 404, 471,
475-

Boilers, etc., see Steam.

Boitard’s prints. See Caricature.

Bombay, 165.

Boreman’s Trust, Sir William, 162,

Boscawen, Admiral, 39.
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Chest, the Navy.
Chest.

Chivalry, the Court of, 175.

Christ’s Hospital, midshipmen from,
374-

Chronometer, invention of the, 255.

Cinque Ports and their navy, 11, 13,
87, 102, 103, 317, 487.

Civil Lord of Admiralty, the, 112,
113.

—— Service examinations for the
Navy, 451, 454.

Clephan, Capt. Jas., 358.

Clerk of the Acts, 123.

Cleveley, J. and R., and their
paintings, 527; ¢ H.M. Ships in
the Arctic Sea,” 1773, 73; **Death
of Captain Cook,"” 77, 527.

Clothing of seamen, 143, 491.
also Slops.

Club, Royal Naval, 496.

Coal, petroleum in place of, 312.

Coastguard, 83, 129, 448, 470;
divisions of the service, etc., 482.

Cobden, Richard, on the Navy,
55-

Cochrane, Captain Lord, 526.

Cockburn, Admiral G., 283.

Cockswain, or cogswain, the, 336,
406.

Cocoa ration, 142.

Collingwood, H1.M.S., 1886, 197.

Collingwood, Admiral, 45.

See

INDEX.

See Chatham : Commerce, defence of, 58; dgs-

troyers of, 44.
Commercial development, 10.
Commissioned officers, the first, 359.
Commonwealth flag, 94.

—— Navy of the, 379, 386, 394.
See also Cromwell, Blake, etc.
Communication with dependencies,

56.
Compartments, water-tight, 291.
Comptroller of the Navy, 107, 112
Conning tower, the, 441.
Contractors, private, 146.
Contracts for provisions, 133, 139.
Cook, Captain, 74, 255, 357, 430;

his voyages as published, 75.

. Cooks, naval, 139, 157, 376; and

stewards in modern service, their
training, pay, etc., 475, 484.

Cordage, marks in, 184.

Cordite, 275.

Corruption, 381 ; in administration,
120 ; of ofticers, 117,157, 347. See
also Bribery, Contracts, Pepys,
Purser, etc.

Corunna, Drake at, 19.

Costume of the Navy, 485 ; plates
illustrative of, 512. See also
Paintings, etc.

Cotton famine, the, 54.

Council of the Sea, 148.

. Court martial, 96, 174, 181.

Colomb, Admiral, on the Navy, 5, -

27.
Colonies, the, §5.
Colours, 177.  See also Flags, etc.
Columbus, 18.
Command of the sea, 21.
Commanders, modern, conditions of
service, pay, etc., 448.
Commemorative names, 188.

of Chivalry, 175.

Cowes dockyard, 165.

Crecy, battle of, 15.

Criminal law of the Navy, 175.

Cripples as cooks, 139, 484.

Cromwell, 27, 28, 347, 521; his
navy estimates, 107; his reforms,
225, 416.

Cross of St. Andrew, 94; of St.
George, 88 ; of St. Patrick, 95.
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Equipment of the Fleet, 115. See
also Navy, etc.

Esquimalt, establishment at, 165.

Essex and Howard, Lords, and the

Armada, 19.
Eustace the Monk, 12.
Examinations for entering the
Navy. See under the heads of
office.

Exploration ships, 69, 329.
Explorers, great, 71.
Exports, annual value of, 56, 58.

FALCONER, William, poet and pur-
ser, 369, 383.

Felton, 148, 349.

Fenner, 23.

¢ Fighting a Gun in Action,” 1782
(after Rowlandson), 373.

Fire-ships, cost of, 117.

Fish rooms, 139.

supply of, 134.

Fishing tackle, 182.

Flag, honour of the, 178, 188.

—— officers, 364, 449.

—— signalling, 98.

Flags, 85; admirals’, 92; of com-
mand, 89; neutral, 56, 60; trans-
fer of, 60 ; to denote defeat, 96.
See also Colours.

Flinders, Captain, 75.

Flogying, 173, 439-

Food stuffs, supply of, §4. See also
Provisions, etc.

Foreign, alliances, 67 ; depdts, 143 ;
inteiligence  department, 130 ;
navies, 67,

Forts teesws fleets, 64.

France, and Spain, in the Channel,
40 ; oonsairs of France, 36 ; wars
with, 3\ 43 See also Wars, etc.

Frasklin, Nir John, 77,

INDEX.

Freebooters and rovers in the

Thames, Zemp. James L., 314
Free trade and the Navy, §54.
French armour-clads, 283.

—— the, in Canada, 39.

Frigates, femp. Seven Years' War,
238; 1840, 68; 1843, 114, 186,
528,

Frobisher, Sir Martin, 19, 33, 70,
332.

Froissart, 1§.

Froude, Professor, on English sea-
men, 23.

Function of the Navy, 6.

Funerals at sea, 180.

GENTLEMEN volunteers inthe Navr,
346, 351, 355.

Gibraltar, 36, 42, 163, 10S.

Gilbert, Sir Humphrey, 22.

Gillingham Fort, 104.

Gilray, James, his naval prints, 337
his “ The Press-gang at Work,”
1779, 411, 537.

Goni, M., his naval costumes, 403,
410, 449. 461, 475, 511, 512, 513

Gosport yard, 143.

Graham, Sir James, his reforms, 125.

Greenwich, 141 the Hill, 141, 535:
the hospital, 124, 129, 1354, 428:
the hospital school, 158 ; paintel
hall, 160, 489 : the palace, 132;
the pensioners, 158; pensions,

483
Grenville, 343-
Grog, and ** Old Grog,™ 13;.
¢ Guardians of the seas, the,” 102
Guerre de course, 36, 44, 61.
Gunboats, 283.
Gunners, early, 330, 376, 40;.
Gunnery, improvements in, 232:
schools of, 162; training, 441, 469.
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% \Vooden World Dissected, The,” | YATEs, Lieutenant Thos., 527.

1744, 401, 405. . York Buildings, 149.
Woodes Rogers, 73. York, Duke of, his fighting instruc
Woolwich dockyard, 1739, 135. tions, 97, 491. Secalso James II.

" Works, Director of Naval, the, 128. | York, Duke of (H.R.H. Prince
Wyllie, W. L., his picture of the George), as a Lieutenant in com-
Spithead sham-fight, §528. mand, 528.
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