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 õThe Boatyardõ ï September 2017  

 Thank You for your continuing support  
In this Issue 

- Ahoy there ï Pictures / items of interest 

- Soundings ï restoration progress / projects since the last newsletter 

- Maritime Tales ï river / maritime related stories  

- Developments ï The Bedford returns to South Shields 

- Donations ï from members, etc. 

- Events ï since last newsletter and in the future 

- Members ï new members / members issues 

Waypoints ï Trawler Cornelis Vrolijk Fzn 

Poetry Corner ï ñNo Indispensable Man (Woman)ò 

 

 

Ahoy There ! 

 

 

After 49 years the River Tyne Lifeboat 

óBedfordô is back in South Shields, on 

its original launch trolley and complete 

with South Shields emblem plaque.  

 

(See: Developments below for full 

story) 
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 Soundings  

 

Lifeboat - Henry Frederick Swan 

 

It finally feels as though we are on the last leg of restoration although there is a way 

to go yet. We have been manufacturing the engine hatch covers and deck valve 

formers, and installing various features of a working boat ie: water suction valves, 

steering arrangements, etc.      

 

Right ð Engine hatch covers awaiting 

the centre beam which carries the 

hinges  

 

Below - Martin Wilson preparing the 

slots for the bronze hinges which were 

cast at Lane Foundry   

 

 

 

        Bronze Hinge  

 

 

 

 

        Deck Water Freeing Valves  

 

 

 

 

 

Right ð Old and new formers for which 

support the deck water freeing valves.  

 

Originally it was thought that we would have 

to cast new valves, but fortunately the 

originals were located via the power of the 

internet.  
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Right ð Kevin Conn doing the final  

fitting of the steering wire pulleys 

and housings.  

 

 

The wheel, which is the original, 

looks really good all polished up.  

  

 

 

 

 

 

 

 

 

Engine cooling water suction valves  

 

 

Originally there was only one valve, but 

we have fitted two for safety (one either 

side of the engine housing).  

 

 

 

 

 

 

The Engine 

 

We have been fortunate in 

obtaining a Gardiner Engine to fit 

instead of the BMC Commodore, 

which was taken out of the boat 

when we first started.   

 

The Gardiner 4LW with 45.6 hp 

running at 1200rpm, has the 

advantage of an hydraulic 

gearbox, which the BMC engine 

does not have.     
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Coble óPeggyô 

 

Following the repairs and painting of the woodwork the engine is now fitted.  

The engine (8.5hp Lister running at 1800rpm) has been overhauled, the main 

problem being seized bearings in the gearbox. The bearings and seals have been 

renewed and the engine test run.     

 

 

Right ð Steve Tennet (left) and 

Gerry Burn (right) making the final 

adjustments to the engine / shaft  

alignment in the boat.  

 

 

 

 

 

 

 

 

 

 

Left ð Jim Hayes spray 

painting the fuel tank.  

 

The tank was found to be in a 

poor state with a number of  

holes, a rotten bottom plate 

and suction connection.  

Jim needed to braise a new 

plate and connection to the 

lower half of the tank.  
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 Maritime Tales 

 

Hard Working Ships 

 

MV Baknes & MV Binsnes 21546 tons Deadweight self-discharging (Velle Derrick) 

bulk carriers. 

Twin Medium Speed B & W Engines producing 8800 BHP with shaft generators and 

two Paxman diesels generators 

MV Baknes was purchased from J & J Denholm (Nile Shipping Co.) 1974 and  

MV Binsnes was purchased from H Clarkson & Co. 1974 

 

Silverline Ltd, London renamed the two vessels Silverclyde and Silvertweed, 

respectively.  

 

My sea time on each vessel: 

 

 óSilverclydeô ï 2nd Engineer 17.8.73 to 8.3.74. (6 months) and ï Chief Engineer 

24.9.78 to 24.10.78 (1 month) 

 óSilvertweedô ï Chief Engineer 8.1.77 to 3.8.77 (7 months) and 27.11.78 to 

5.4.79 9 (4 months) after previously serving one month on Silverclyde (as 

above) 

 

I joined the MV ôBaknessô 17th August 1973 in Panama as supernumerary.  I was onboard as 

2nd Engineer for Silverline ltd to familiarise myself with the ship before handover in 

Rotterdam.  

What I witnessed was a very weary set of Officers, especially the Engineers as the ship was 

an out and out workhorse, both on deck and in the Engine Room.  Sailing from Panama to 

Rotterdam, we had to call in at the Azores to take on water (drinking / washing) as the 

onboard treatment plant was useless.     
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It was estimated that we would be in Rotterdam about a month for drydocking and repairs. In 

the end, it was nearer three months, and in that period, all the deck winch wire blocks 

(approx. 50) were overhauled as most of them were seized. In the engine room all sorts of 

repairs were carried-out, too many to itemise, but included was an overhaul of both main 

engines by Danish B&W Engineers.  

We left Rotterdam for Shanghai which would normally take about seven weeks but it took us 

nine weeks. We had to stop every other day for fuel leaks, defective exhaust valves, etc.  To 

work on these engines ideally requires dwarf engineers with five feet arms.  What has to be 

appreciated is that we would normally run at sea using the shaft generators for the electrical 

power.  When it was necessary to stop a main engine at sea the routine was to quickly start 

a diesel generator and switch (parallel) the power through a split Switchboard, which in itself 

was a tricky business. (No automation in those days).   

The space between the two engines was nicknamed Sé. Alley as it was a dark hole and 

leaking oil all the time (on both ships).  I gave my wife Margaret a tour of the engine room 

including a trip down the alley and she can still recall the experience and could appreciate 

the working conditions. 

During one of the above trips a Supercharger (turbine) carried-over some lub oil and 

speeded-up racing the engine so quickly that the governor could not react in time. This 

resulted in numerous shaft bearings failing. This meant one engine out of service until we 

could get to a repair yard to grind the shafting and fit oversize bearing shells. 

So for some months we hopped along on one engine.  These ships generally operated in 

port running at least one main engine to supply electrical power from the shaft generator for 

the cargo handling gear on deck. Consequently, maintenance was not always possible in 

port.   

We sailed out of the St Lawrence Seaway with the one poorly maintained/overworked 

engine, straight into a very heavy storm, losing the deck cargo of containers in one wave. 

(see photo). These containers were fully fitted-out with air conditioning, bedrooms, etc and 

were destined for a film crew in the Libyan desert. That was a very scary couple of days.   

Later that same trip we were anchored in Lisbon harbour, when a strong gale and high seas 

caused us to drag anchor.  Starting the engines was always difficult and by the time we got 

the engine running the boat was forced backwards and hit the harbour quay causing quite a 

bit of damage to the aft end of the boat.  It could have been worse as we just missed hitting 

a Royal Naval destroyer which was tied-up alongside. 

Because of the difficulty in starting the engines from the control room it was necessary for 

one of the engineers to operate an air pilot control valve locally.  One instance in the 

Mediterranean resulted in an air start pipe explosion blasting the knee cap of the 4th 

Engineer.  Fortunately, a Russian vessel with a doctor onboard was close-by and with the 

assistance of their Chief Officer they operated on his kneecap. Apparently the 4th Engineer 

was dancing again about 6 months after this event.  

We entertained the Russian Officers afterwards in the usual way; with plenty of alcohol, later 

returning them back to their ship in a somewhat inebriated state.  Their English was perfect 

having learned it from the BBC World radio. The Captain later contacted the Russian 

authorities to express our gratitude for their opportune and much needed assistance.     

We later called at Cartagena, Spain in order to get a new air start pipe manufactured. 

The hydraulic cargo winches on deck had to be constantly topped-up with oil because they 

leaked so badly. Overhaul of these winches required specialised knowledge and equipment, 

which was not available onboard.  
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From Panama to Inchon, South Korea the auto pilot system failed and my wife spent most 

afternoons for 30 days manually steering across the pacific, the ship rolling heavily the whole 

trip. This relieved a crew member to attend much needed maintenance on deck.  

Most of the incidents above happened in the earlier years of Silverline operating the vessels.  

I would like to think that over the years we made some improvements to their operation and 

maintenance, but they would always be workhorses and it was generally a case of work hard 

/ play hard.   

However they were happy ships and there were compensations. Usually a long time in port 

in some interesting places.  

Eg: Three months in Rotterdam 

One month at anchor in the Yangtze River, at the Bund, Shanghai 

Five weeks at anchor in the North Island, Fiji 

Three weeks (various ports) around the Australia Coast 

Two weeks Panama City, Alabama, USA   

Three weeks in Inchon, South Korea  

A long scenic trip up the St Lawrence Seaway through the Great Lakes to Duluth, 

Minnesota, USA, including a four day stop in Quebec.   

          Contributed by Arthur Hamilton  

 

 Developments  

óBedfordô Lifeboat 

  

The Bedford, the last lifeboat to be built by the Tyne Lifeboat Institution, in 1886, was stationed at 

South Shields. She was the replacement for the 1833 built, Tyne. (restored by NEMT in 2013/2014) 

When built, the Bedford was one of four lifeboats operated by the Tyne Lifeboat Institution, with a 

lifeboat stationed at North Shields and three lifeboats at South Shields. The RNLI also had two 

lifeboats stationed at Tynemouth. 

 

Built by L.B. Lambert of South Shields, The Bedford was named on Tuesday, 21 December 1886, by 

Miss Mary Hall. The boat is 33 feet 2 inches in length, 10 feet 8 inches in width, 3 feet 6 inches in 

depth, pulling 12 oars. A water ballast tank, when filled, provides additional stability and 4 self-

relieving draining tubes are located in the deck. She cost £330.  
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The boat and a new boathouse and slipway, built next to the 1841 double boathouse, at the Coble 

Landing, South Shields, were funded from a bequest of £1000 from the late Miss Bedford of Pershore, 

Worcestershire, in memory of her brother, Benjamin, an engineer killed in the construction of the 

Tyne Piers.  

 

In her 50-year operational career, she launched on 55 occasions, saving 50 lives. Her first service 

launch was on January 11th 1887 and her final launch on November 17th 1937.  

 

The Bedford performed the last service launch of a Tyne Lifeboat Society boat on the 17 November 

1937, during a south easterly gale, with a heavy swell running, standing by the Norwegian Torborg 1  

The Torborg 1 was in ballast and suffered engine failure and had been drifting northwards towards 

Newbiggin, and with help from Trawler Copieux and tugboat Hendon was brought to inside the North 

Pier where she became stranded in the shallows of the haven.  

On the rising tide she was pulled off into deep water and safety and the tugs Hendon and Corsair 

towed her to Middle Docks.  

The RNLIôs 40-foot self-righting motor lifeboat Henry Frederick Swan (currently being restored by 

NEMT) launched and together with the Bedford, stood by the vessel until she was re-floated and 

towed up river.  

 

For the next 31 years, the Bedford remained in the Pilot Jetty boathouse, awaiting her next launch, 

which did not come. With an uncertain future, it was not until October 1968 when a new home was 

found for her at the Exeter Maritime Museum. The International Sailing Craft Association, ISCA, 

sponsored the museum with the intention that the collection be used to educate young people and 

become an essential tourist attraction.  

However, during the 1990's, the warehouses housing the museum, at the canal basin needed to be 

repaired, causing financial problem, and the Exeter Maritime Museum closed in 1997. 

The Bedford, together with the remaining boats were relocated, by ISCA, to their World of Boats 

Museum, at Eyemouth, the boats being taken by ship to Eyemouth harbour. For the next 20 years she 

was stored in a farm barn and was not part of the public display.  

 

In 2017, this museum closed and all boats were put up for auction. On the 26th July 2017, the North 

East Maritime Trust, in partnership with South Tyneside Council and the Port of Tyne, were 

successful in acquiring the Bedford.  

 

The return of the Bedford was 

organised by the Port of Tyne and 

undertaken by the W.A. Old and 

Son Haulage Company of Blaydon, 

the lifeboat leaving Eyemouth on 

the 30th August 2017. With an 

overnight stop in the haulierôs yard, 

and after a 49-year absence, the 

Bedford returned to South Shields 

the following day, being stored in 

Port of Tyne premises at Tyne 

Dock. 
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Steve Landells and Jerry Dudman were at 

Eyemouth to watch the óBedfordô being slowly 

winched onto the transport flat bed.  

 

One of the wheels on the carriage has started to 

disintegrate and was being held together with 

scraps of timber and wedges.   

These just about held it together at Eyemouth but 

the whole carriage and boat was lifted off by two 

30 ton fork lift trucks at Tyne Dock so the wheel 

didnôt have to move at all and now all the weight 

is taken up on blocks.    

 

With a great sense of relief she has suffered no 

damage in transit and seeing her for the first time 

everyone was enthusiastic that the boat is back in 

South Shields.   

 

With her future now assured, discussions between the North East Maritime Trust, South Tyneside 

Council, the Port of Tyne, Tyne and Wear Museums Service and other interested partners can now 

begin to secure her restoration and long-term future in the town.   

 

 Contributed by Steve Landells and Jerry Dudman  

 

 

 Donations 

 

Although we are seeking funding from larger organisations we would appreciate any support 

you can give and have established a GoFundme link on the Trustôs website, where you can 

sponsor a section of the roof at £10 per sq. ft.  

 

Much needed donations have been gratefully received from the following since the March 

2017 Newsletter 

 

 John Lightfoot M Batey 

 Coble & Keel Boat Society Cleadon & District Rotary Club  

 Ward Hadaway J Dudman 

  Alec Renwick G Walker  

 Jim Zeelie  Misc / Visitors collection box 

   

 

 Events 

Thurs ï Sunday Heritage Open Days at the Trust Workshops  

10th ï 13th Sept Visitors were given guided tour of the workshop / museum and 

   current projects.  
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 Members 

 

Benefits of membership  ï  Quarterly Newsletter 

 - Visit the workshop at any time Tuesday, Wednesday and 

Saturday, or if this is not suitable - arrange a visit 

 - Opportunity to take part in events (eg: a sailing trip) 

 

We have gained six new members during the last quarter period  

  

 J Barr G Walker L Costello 

 A Gunnerson S Willis M Tennent 

 

Member Profile ï Arthur Hamilton (The Editor) 

 

 Arthur has been with the Trust eight 

years, in which time he has been a 

Trustee on the committee and 

involved with everything from engine 

overhauls, building maintenance to 

fund raising.  

 

Arthur was in the Merchant Navy for 

17 years and started his career with 

Ropners & Sons, Darlington as an 

engineering cadet attending South 

Shields College.  On completing his 

cadetship he served on various 

vessels eg: Bulk Cargo, (Ropners) 

and Bulk Carriers, Chemical Tankers 

and LPG Gas Tankers (Silver Line) working his way up to Chief Engineer at the age of 27. 

 

At the age of 34 Arthur came óShoresideô (ashore) as a Production Manager at Austin & 

Pickersgills Ltd, Sunderland, part of the British Shipbuilders group, later changing roles to 

that of Quality Engineering Manager.  

After seven years at A & P following Mrs Thatcher closing down of the heavy industries of 

Coal Mining, Steel Manufacture and Shipbuilding, he worked as Quality Engineer for NEI - 

Synchrolift Division involved with the Faslane Nuclear Shiplift Project.   

 

Eventually preferring something a bit more permanent he moved to Pickering Lifts, Stockton 

as QA Manager.  After two years he got fed up with travelling to Stockton every day and 

secured a job with Consulting Engineers Merz & Maclennan, Newcastle, where he stayed 19 

years before retirement at 63.   

 

M & M changed names in those 19 years to American owned Parsons Brinkerhoff and later 

to Balfour Beaty, however he remained in Quality Engineering involved with major projects 

such as London Underground Jubilee Line Extension, Terminal Five Heathrow and UK 

Power Stations.  Another of his roles was in advising and assessing (worldwide) 
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Electro/Mechanical Companies who were producing ñHazardous Areaò equipment on behalf 

of the HSE Electrical Equipment Certification Service.   

 

As well as being qualified as Chief Engineer, Merchant Navy, he also studied for a BSc 

degree óManagement Studiesô, and later gained an OU Post Grad Diploma in óEnvironmental 

Management and Controlô  

He was also a qualified Lead Assessor of Management Systems.   

 

Whilst at the Trust he has also been Membership Secretary and Editor of this Newsletter for 

the last seven years.   

 

 Waypoints. 

 

 

 

  

 

 

 

 

 

 

 

 

 

I featured this photo of Trawler Cornelis Vrolijk on the front page of the June 

newsletter, because it looked like a sleek, well designed ship, however she has a 

murky history as pointed out to me by member Mike Newby.  

 

The Cornelis Vrolijk is renowned as the most disliked trawler to enter and UK ports. 

 

In November 2014 the British media reported that this single Dutch trawler had the 

right to catch 23% of Englandôs entire fishing quota.  To put this into perspective the 

entire small inshore fishing fleet for the whole of England is given as 4% of the 

quota.  Built in the Netherlands in 1988 the Cornelis Vrolijk is a palergic trawler which 

specialises in catching mid-water species such as mackerel, sardines, blue whiting 

and herring. 

It is 114 metres in length and displaces 5500 tons making it easily the largest fishing 

vessel in the UK-based fleet and it has the ability to process, freeze and package its 

catch onboard.  

Although she sails under the UK flag and has Hull as its homeport it is ultimately 

owned and operated by a Dutch company with foreign crew. 

 


