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SMSC S&T CLUB ZOOM MEETING

will be held on Sunday, 6th February 2022
from 6:30. Please join us for our “ZOOM Show and Tell” at
https://us02web.zoom.us/j/4983177191 (id 498 317 7191)
Please check in 10 minutes before the meeting is due to start so
that we can get ready and start on time.
Please submit your photos and discussion text to Maurice York at
<maurice@yorkfamily.id.au>
Members and visitors are welcome and are encouraged to
participate with projects and for discussion
Whilst catering for all standards, the problems encountered by
beginners in selecting suitable projects and then completing them
(along with other problems and pitfalls) will be addressed at this
meeting

**************************************************

ENDEAVOUR GROUP S&T MEETING

The next Endeavour Group meeting of SMSC due to be hosted by
Harry Goedings at his home in Katoomba on
Saturday, 12th March 2022 is CANCELLED.
Instead, we will host a ZOOM virtual Endeavour Group S&T
meeting on Sunday, 6th March 2022 at 6:30
Members and visitors are welcome and are encouraged to submit
projects for discussion. Please submit your photos and
discussion text to Maurice York at <maurice@yorkfamily.id.au>

FORTHCOMING EXPO EVENTS IN 2022

(after the many disappointments of 2020/21, we look forward to these)

SMSC MODEL SHIP EXPO ‘22
A DATE TO BE ADVISED

This event is open to all members, visitors and other clubs to
exhibit maritime and related models.
Start preparing your models!

4 VILLAGES - SHIPBUILDERS HERITAGE
WALK

The walk following the route of the Shipbuilders Memorial Path in the
Brisbane Water Districts, will be held on Sunday, 1st May 2022.
SMSC will have a display stand along the path of the Walk.
For more details please contact Peter Rea <4hresearch@gmail.com>.

PORT MACQUARIE MODEL BOAT EXPO 2022

We believe that the Port Macquarie Model Boat Expo at Port Macquarie
Panthers Club, will take place on 9-10 July 2022. SMSC will likely have
exhibit tables at this Expo, so you now have time to prepare your models.
We will keep you updated with any more details of this event when known.

CANBERRA EXPO 2022

The Canberra Club has not yet informed us of the date of the 2022 Expo,
but we expect that it will be in mid to late September 2022. We will keep
you updated with details of this event when known.
For more information please contact: Peter Hateley 0401 670 829(m) or by
email to <hpeter@webone.com.au> or contact Bob Evans 6226 8957, or by email to
<rjeaevans@bigpond.com>.

CLARENDON CLASSIC MACHINERY, TRUCK & HOBBY
SHOW 2022

Expected to be held in September, if there is a conflict in dates with the Canberra Expo, this exhibition is a closer alternative to home at the Richmond Showground.

SYDNEY SCALE MODEL EXPO 2022

Scale Model Show is open to everyone and is to be held on a date
to be advised. For more information please contact:
www.sydneyscalemodelshow.net or
<sydneyscalemodelshow@gmail.com>

HUBERTUS MODEL BOAT SHOW 2022

Our friends at the Hubertus Model Boat Club have invited us to attend their events, we will keep you updated with details of the events
when known.
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DNA IDENTIFIES SYDNEY ll
“UNKNOWN SAILOR”

The biggest mystery in
Australian maritime history has
been solved, DNA testing has
uncovered the identity of the 'the
unknown sailor', the only body
recovered from the battleship
HMAS Sydney ll after it sunk
with all its crew of 645 in WW2.
The pride of the Royal Australian Navy was sunk after a short
but fierce battle with the German
raider HSK Kormoran on November 19, 1941, off the coast
of Western Australia.

The only member of the ship’s company to be found after the
sinking, a sailor who had become known as “the Unknown
Sailor” had boarded a battle damaged raft and drifted for three
months before being spotted off Christmas Island on February
6, 1942.
His skeletal remains were taken to the hospital and then interred with military honours, but when Japanese forces captured the island on March 31, 1942, all records were destroyed.
His remains were exhumed in 2006 and samples of bone and
dental collected before reinterment at the war cemetery in
Geraldton, WA and for the past 15 years, DNA checks have
been made with relatives of the Sydney crew to find a match. The painstaking research involved experts from the Royal Australian Navy and the Australian Federal Police.
With advances in testing that enabled a trace
through the paternal line of a family (known as YDNA), the testing uncovered the identity of the
'Unknown Sailor' to be Able Seaman Thomas
Welsby Clark, aged 21 at the time of the sinking,
had trained as an accountant in Brisbane, then
served in the army before being transferred to
Sydney four months before its loss.
The sinking of Sydney was the largest loss of life
in the RAN, the biggest Allied warship lost with all
hands during WW2, and a major blow to Australian morale. With no survivor testimonies, the sinking of Sydney has attracted a lot of speculation.
Just how the heavily-armoured and powerfully gunned Australian battleship was lost to an
armed merchant vessel has been the subject of debate over decades.
The official Australian Government inquiry concluded that both ships were travelling at 14
knots when Kormoran, disguised as a Dutch freighter, de-camouflaged, showing her battle flag
before opening fire and ambushing Sydney.
In March 2008, the Australian Government announced that the wreckage of both ships had
been found, approximately 112 nautical miles off Steep Point, Western Australia.
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MY MEMORIES OF SITMAR LINES
“S.S.FAIRSKY" (1941-77)

By Michael Butcher
Reading the book review in the October 2021 issue of Chatterbox about “Australian Migrant
Ships by Peter Plowman, I recalled my journey in 1961 with my wife Judith and our 2 children
to Australia as a “10 Pound Pom” on the Fairsky, and to the article I wrote in “All Hands”.
Having resigned from Shaw Savill's, on 22 February
we sailed as passengers from Southampton on the
Sitmar Line vessel “S.S. Fairsky", a very well presented vessel with a helpful and friendly crew.
Following an ‘appeal’ to the Line, we were fortunate
enough to be allocated a four berth cabin on an upper deck instead of being split up as was customary
on the chartered immigrant vessels of the day.
Through meeting the 2nd Officer early in the voyage,
I was privileged to be privately shown around some
of the vessels features.
Apart from the bridge and being introduced to the Commodore Master, Capt Petrescu -a very
pleasant and welcoming man - I was shown the engine room. The space there was enormous
and far larger than would be expected on a vessel of similar construction as a passenger liner.
This was, of course, a reflection of her days as an aircraft carrier. The conversion of the ship in
total had been done in a thoughtful manner with public rooms etc also comfortable and spacious.
The voyage was uneventful but did include an unexpected call at Messina for more passengers. Eastbound via Suez, other calls were made at Aden, across the Indian Ocean to Fremantle, then Melbourne. We arrived on time in Sydney just one month after leaving Southampton, all in good spirits to be met by Judith's family after a five year absence.
It occurs to me that it may be of interest for some of the old salts of her time to read about her
history.
Early life of "Fairsky"
After initially being built as a C3 cargo Vessel in 1941 and named "Steel Artisan", she was
requisitioned by the US Government and converted into an escort aircraft carrier as the "USS
Barnes". Later in the 2nd World War she transferred to the Royal Navy under the Lend Lease
Scheme, as "HMS Attacker".
Surviving the war, she was returned to the United States Navy but sold to the National Bulk
Carriers who converted her for commercial use.
In 1950, Alexander Vasilov, Owner of the Sitmar Line, bought her for conversion to a reefer
ship, however, this venture was abandoned and she was laid up until a charter in 1957 by the
Australian Government was secured and the ship converted, firstly in the Bethlehem Shipyards
(New York) and internals completed in Genoa.
On her completion in May 1958, she was named "Fairsky" and the immigrant service started
in June 1958. She was designed to carry 1461 tourist class passengers together with a small
number of staterooms on the Sun Deck.
Features of the Ship
Passengers were accommodated over 5 decks throughout the ship. All passengers had access to the public rooms and other services. Some preferred to enjoy the popular Bavarian
bar but we found the cocktail bar situated on the upper deck, where a few families gathered to
taste the specialities of the talented and ebullient barman. With fewer patrons, the service was
excellent and inviting for a drink before dinner.
Films were shown in the cinema whilst the grand hall was used with regularity together for music evenings, dancing and so forth. These facilities were very much in line with the standards
enjoyed by other passenger vessels of that time.
cont. p. 5
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cont. from p.4

A deep swimming pool was located aft on the sun deck and deck quoits and deck tennis courts
were available. The traditional 'crossing the line' ceremony was conducted conjointly with the
crew and passenger volunteers.
A fully equipped hospital took care of the unwell but we were not aware of any virus infections
during the voyage! The catering staff were very attentive in the reasonably spacious dining
rooms and elsewhere with 2 sittings being organised for meals. Tables for six or eight seemed to
be the format. In the meantime the children were entertained and well looked after by the children's hostesses during the daytime with games, cartoons etc. and during parents separate meal
times.
The Final Years
Although Sitmar lost the contract with the Australian Government in 1970, she continued voyages to the Antipodes until 1972 when she was laid up for a year in Southampton. She resumed
similar voyages for another year before being allocated to full time cruising based in Sydney with
Shaw Savill Line obtaining the management rights under the title of Sea Travel Centres until that
company was sold to Princess Cruises..
Unfortunately, in 1977, after another three years of service, she struck a submerged wreck off
the coast of Indonesia and had the hull badly holed. To avoid further damage, she was run
ashore and the passengers transferred. Temporary repairs were made and she was sent to Singapore where the damage was found to be too serious to warrant repair.
Prior to demolition, a Philippine company purchased her and she was towed to Manila in 1978
where she was to become a floating casino. Before conversion was completed, a fire completely
engulfed her and she was ultimately towed back to Hong Kong for demolition in 1979, following a
popular and successful life.

General Statistics
•
Gross displacement: 12,424 tonnes
•
Length: 153 metres
•
Beam: 21 metres
•
Propulsion: double reduction turbine, single screw
•
Cruising speed: 18 knots
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RICHARD’S BONE MODEL REPAIR
Sometime ago, a retired Anglican clergyman contacted me regarding restoring a
“Napoleonic prisoner of war bone model”.
It had a family history but no provenance and he informed me that it had been re-rigged once to his
knowledge.
As the accompanying photos show, it was an odd creation and the damage was not extensive.
It was very dirty because it had never been in a case,
so it is amazing that it had suffered so little damage.
As my clergyman had had no success in finding anyone else willing to repair it, and it only needed minor
work, I agreed to do it.

By Richard Keyes

Subsequent research on the internet revealed at least two bone models of similar design so the
possibility exists that this is in fact a genuine antique Napoleonic bone model. Because it had
already been re-rigged incorrectly at least once and had no provenance, I figured I could do no
harm and would not be violating any restoration ethics with my amateur repair efforts.
Had I thought it was an authentic highly detailed bone model like the one featured in the Autumn 2021 issue of the
Nautical Research Journal, I wouldn’t have felt qualified to
touch it.
With no plans and much of the rigging broken, I abandoned
any attempt at re-rigging it in the way it was when it came
to me because what rigging remained had many mistakes,
so the challenge was to rig it properly this time.
The difficultly lay in that the model lacked any of the usual
belaying points and was so unorthodox in design that traditional rigging practices often could not work.
There were a lot of holes drilled in the masts and yards
which presumably accommodated the original rigging.
These did not always correspond with the second generation rigging, so I had to rely a lot on guess work and consequently, there are a lot of unused holes in the restoration.
I did not attempt to save any of the previous rigging as it was no doubt not original, but I deliberately did not make any new holes or other modifications to the hull or masting.
The hull planking was nailed onto a solid block of wood which made for a substantial hull. As it
was bone and not wood, I was able to clean off decades of dirt and liquid spill stains with ordinary mild detergent.
The broken masts were fixed with the usual pins inserted lengthwise and then glued, and a
small piece missing from one yard was replaced with some bone from my spares box.
The lack of any major repair work was the main reason I had agreed to tackle this project, so
the bulk of my time and effort went into replacing the rigging. All of it had to be removed in order to clean the model properly.
cont. p. 7
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cont. from p.6

The main difficulties in re-rigging the model
were firstly the slippery nature of the bone
which made tying some lines tricky, and secondly working in the confined areas due to the
close placement of the three masts.
While the rigging done previously was inaccurate, the knot work was first class. The ratline
ends were cut closer than I could ever do.

I could not determine whether the beads used
to represent blocks are made of bone or glass,
and if they are bone, the modeller who made
them deserves full marks.
A perspex case was made along with a gloss
black wooden base and a faux brass label.
The finished model is going to be presented to
a recently retired Vice Admiral of the Royal
Australian Navy.

HMAS ORION

Report by Tom Wolf
An Oberon class submarine of the Royal Australian Navy, HMAS Orion
was one of six submarines ordered by the RAN during the 1960’s,
She was designed for intelligence gathering and was regularly deployed on surveillance and spying patrols in Soviet, Indian Vietnamese and Chinese waters to gather information regarding enemy capabilities.
Her activities included the tailing of Soviet Pacific Fleet units during operations in the Pacific and
Indian Oceans, and observation off the Soviet
base at Vladivostok, and continued until the end
of the Cold War in 1992. Most of Orion's activities and deployments during this period remain
classified.

Patrols were regularly conducted for six to
eight weeks and on occasion, Orion would
dock in British naval facilities in Singapore or
Hong Kong for refuelling and maintenance.
Orion would remain just off the horizon (around five nautical miles from a target) at periscope
depth to observe surroundings and record information during operations close to enemy waters. Batteries which powered the submarines were recharged during the night and intelligence
gathering took place during daylight hours. The submarine was equipped with special aerials
and passive sonar hydrophones which allowed it to record signatures from Soviet vessels.Orion was decommissioned in 1996, marked for disposal in 2003, and broken up for scrap
in 2006. Several sections of the submarine remain intact as memorials and museum pieces.
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REEF POINTS
Reefing is the means of reducing the area of
a sail, usually by folding or rolling one edge of
the canvas in on itself.
Reefing allows the carrying of partial sail in
strong winds, and is the primary safety precaution in rough weather, it improves the vessel’s stability and minimizes the risk of damage to the sail or other gear.
Wolfram zu Mansfeld writes in “Historic Ship
Models”,:
“The reef points were short tapered lengths of
flat plaited cordage which reeved through the
sail and hung freely in front of and behind the
sail. To avoid the sails tearing these points
were reinforced on both sides of the sail.

Report by Tom Wolf

On sails of the 13th to 15th centuries, the reef points were located on the lower part of the
sail. Then they became unpopular and were reintroduced in
17th century and continue to be
used.
Around 1655 a single row of
reef points were introduced to
the topsails, around 1680 this
was doubled, and in the 18th
and early 19th centuries up to
four rows were used.

When the topsails were
divided into the lower topsail and the upper topsail
in the middle of the 19th
century, the reef points
remained on the upper
topsail, but were reduced
to one or at most, two
rows.”
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SMSC has, over the years, developed a relationship with other Clubs
from all over the world. In particular, we regularly receive newsletters from
the Midwest Model Shipwrights (USA) called the “Forecastle Report“ and
by arrangement and their kind permission acknowledging the source and
the author, we reprint the following article from their January 2020 issue
and other illustrations from 2021 issues.

THE SLOOP OF WAR

Without a doubt the term “sloop” has to be one of the
most confusing nautical words one might encounter.
Not only does the period determine what type of vessel
it is, but nationality and the geographic location within
that nation can make further differences! This discussion will cover only the armed sloop or sloop-of-war.
These ships, until the 18th century, meant any small
naval vessel that did not fit any other classes. Thereafter, two distinct types evolved, at least in the British Navy, for in America the term remained rather elastic. The
one type was the ship-sloop, a vessel rigged as a ship
with square sails on three masts.
The other type was the brig-sloop, a vessel that
could be rigged as a brig, brigantine, snow, schooner, ketch, or even a cutter! However, in time, “brigsloop” came to mean any brig or brigantine in the
Royal Navy.
In spite of their obvious differences in rig, all these
sloop class vessels denoted a single rating, that being
the next class below a frigate. This was due to the fact
that their armament was less than 18 guns, and they
were flush decked vessels.
During the early part of the 19th century sloops-of-war
became extremely popular in the American Navy.
These vessels were always ship rigged, and, although
possessing a flush deck like their English counterparts,
they were more heavily armed, carrying 20 to 22 guns.
It was not uncommon for a sloop class vessel, during
the course of its career, to change from ship-rig to a
brig-sloop or vice-versa.
Sloop attacked by
Add this to everything already mentioned, and one can imSpanish privateers
agine some of the problems one might encounter in re-Caribbean 1743
searching a vessel of this class. Howard Chapelle pretty
much bears out all this in one of his books. His remarks
concerning sloops were as follows:
“It is this kind of thing that makes naval records so exasperatingly vague as to ship descriptions.
A naval sloop could
be a vessel of almost any rig, as long
Sloop in
as she carried her guns on a single deck.
rough seas
She could also be a sloop if she were commanded by an
officer one grade below a captain in rank. Hence, the
word ‘sloop’, as applied to naval craft is more descriptive
of rank and battery than of rig.”
For an in depth discussion on the early development of
these vessels, see The Sloop of War 1650—1763 by
Ian McLaughlan
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BUSHNELL’S “TURTLE”:
An Invention Ahead of Its Time

Report by Tom Wolf
From the earliest of times, man has tried to explore below the surface of water for
work or to retrieve things that lay on the floor. The diving bell is one of the earliest types of
equipment to achieve this and as early as the 4th century BC, Aristotle gives a description of
how divers can breathe the trapped air when a bell is lowered into the water.
As useful as it was for its limited use, and even after it was found that the air and pressure
could be extended and refreshed by bellows and pumps (and even by weighted barrels of air
being lowered to it), the bell was not easily transported and certainly never considered to be a
weapon.
During the American Revolutionary War, the British Navy’s stranglehold on the harbours was
overwhelming, and the Americans tried to think outside the box to break the blockade.
In 1775 David Bushnell (an American inventor and patriot) built the world’s first submersible
vessel that is documented as having been in combat.
The “Turtle”, as the submersible came to
be known (as it looked like a shell when
afloat) made several attempts at affixing
explosives to the undersides of British
warships without success.
The most historically important innovation
in the Turtle was the propeller, as it was
the first known use of one in a watercraft
for propulsion, the hull was constructed of
oak, somewhat like a barrel and bound by
heavy wrought-iron hoops.
Bushnell's basic design included some
elements present in earlier experimental
submersibles. The method of raising and
lowering the vessel was by brass foot-operated water-ballast and forcing pumps.
Piloting the “Turtle”, moreover, required great physical stamina and coordination. The operator would have to
adjust the bilge in order to keep from
sinking while providing his own propulsion by use of a crank, which worked a
propeller located on the front of the
submersible, and direction by use of a
lever that would operate and direct a
rudder in the back. The cabin also reportedly held air for only thirty minutes
of use. Thereafter, the operator would
have to surface and replenish the air
through a ventilator.
The first British ship attacked was “HMS Eagle” on 6 September 1776 but the attack failed.
The mission started with only twenty minutes of air, the complications of operating the craft,
the darkness, the speed of the currents, and the added complexities all combined to thwart the
plan. Once surfaced, the fuse was lit on the explosive and multiple efforts to stab the device
into the underside of the ship failed to pierce “Eagle's” hull and the operation was abandoned.
Another attempt was made to attach a charge to a British frigate on 5 October 1776 but it was
spotted and the attack was aborted. The “Turtle” sunk some days later and its final fate is not
known.
Despite “Turtle's” shortcomings, Bushnell's invention marked an important milestone in submarine technology.
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EXTREME COMPOSITE CLIPPER
SHIP “THERMOPYLAE”

Report by Tom Wolf

Built in 1868 for the Aberdeen
White Star Line, the hull planking
of “Thermopylae” was American
rock elm from the garboard to the
light water line, and then teak
from there to the rail. Being of
composite
construction,
the
planking was fastened over an
iron frame.

She had exceptionally fine lines. Iron was used for the fore
and main lower masts and, when built, the yards were also made of iron.
All the Aberdeen White Star Line vessels were noted for
their handsome appearance; green hull, gilded scroll work
and white masts, yards and bowsprit. The “Thermopylae”
had a white and gold figurehead of the Greek hero Leonidas, the King of Sparta
“Thermopylae” was one of the fastest clipper ships; she
was designed for the China tea trade, and set speed records on her maiden voyage to Melbourne of 63 days, still
the fastest trip under sail.
As a matter of interest, the “Cutty Sark” was built a year
later (1869) to compete with “Thermopylae” in bringing
back the new season's tea from China.
In 1872, “Thermopylae” raced the “Cutty Sark” from
Shanghai back to London and “Thermopylae” won by
seven days after “Cutty Sark” lost her rudder.
Her record day's run was 380 statute miles, a feat exceeded by no sailing ship before.
From 1879, with steam displacing sail from the China
tea trade, she changed to Sydney as her Australian terminal and entered the Australian wool trade homewards,
with only one final tea run in 1881.
After that, she carried wool home from Sydney. On this route she did not perform as well as
her rival “Cutty Sark” as she no longer had the advantage of her light wind performance. In
1890 she was sold to Canadian owners and used in the timber trade.
At this stage her rig was reduced to barque, with some
further reductions in the height of her fore and main
masts; she had already seen the height of some of her
masts reduced during her time in the wool trade.
In 1892 she served on routes across the Pacific from
Canada, before being sold to the Portuguese government in 1896 as a training ship and renamed “Pedro
Nunes”.
The vessel was found to be in too decrepit a state for
the intended conversion, and she was reduced to a
coal hulk. 13th October 1907, her useful life expired,
she was towed out to the mouth of the River Tagus as
part of naval regatta presided over by the Queen of
Portugal, and sunk by two Whitehead torpedoes fired
by torpedo boats.
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K13 SUBMARINE MEMORIAL PARK

Report by Tom Wolf, photo by Mike Barton
You have to ask, why is there a memorial to a British submarine disaster
in a Sydney suburb?
The memorial is on Pennant Hills Road (opposite
the Jenkins Road intesrsection) in Carlingford.
The memorial was erected in Carlingford, paid
for by the widow of a submariner who survived
the K13 accident to later emigrate and prosper in
Australia. It was unveiled on 10 September 1961
and has the inscription "This memorial has been
created in memory of those officers and men of the Commonwealth who gave their lives in
submarines while serving the cause of freedom." Set inside a pool of water surrounded by
stone, it is composed of large (taller than a man) white letters saying "K13".
HMS K13 was a steam-propelled First World War K-class submarine of the Royal Navy. She
sank in a fatal accident during sea trials in early 1917 and was salvaged and recommissioned
as HMS K22
In early 1915, a requirement arose for a new type of fast submarines capable of operating with
the Grand Fleet, which would operate ahead of the fleet in conjunction with the fleet's cruisers
and attack an enemy force before the battleships would engage. The submarines would need
a speed of at least 21 knots on the surface in the rough waters of the North Sea, with this being beyond the capability of conventional diesel-powered submarines
In 1913 a steam powered submarine was designed that had this capability, the steam engines
required large openings in the pressure hull, with two funnels and four air intakes, which had to
be closed off and made watertight before the submarine submerged. The funnels hinged into
the submarine's superstructure and the openings by the funnels and air intakes sealed by electrically operated valves
K13 was ordered in August 1915. On 29 January 1917, she was undergoing final preacceptance trials in the Gareloch, Scotland.
During a dive in the morning, a small leak
had been reported in the boiler rooms, so a
second dive was programmed for the afternoon. All boiler room vents were opened to
clear the boiler room of steam to aid searching for the leaks.
At about 3:00 pm, the submarine went to diving stations, and after confirming that the engine room had been shut off, the submarine was
dived. As she dived, seawater was seen to be entering K13's engine room, and the submarine's commanding officer ordered watertight doors to be shut and ballast tanks to be blown to
bring the submarine to the surface, and then the drop keels released. Despite this, the dive
could not be stopped and the submarine was soon stuck fast on the bottom of the Gareloch.
Later that afternoon, rescuers connected an airline, which allowed the ballast tanks to be
blown and by midday on 31 January the bows had been brought to just above the surface and
supported by a barge on each side. A hole was cut through her pressure hull, and survivors
were rescued from the submarine. 32 people died in the accident and 48 were rescued. The
following day, K13 tore away from the barges and sank again, flooding through the hole. The
submarine was finally salvaged on 15 March, repaired and recommissioned as HMS K22
The court of enquiry found that four 940 mm diameter ventilators had been left open during the
dive, and that the engine room hatch was also open. There have never been any more submarines designated by the Royal Navy with the number “13” after this accident.
Intended as large (approx. 100m long), fast vessels with the endurance and speed to operate
with the battle fleet, the K-class submarines gained notoriety and the nickname of "Kalamity
class" for being involved in many accidents. Of the 18 built, none were lost through enemy action, but six sank with significant loss of life, in accidents.
cont. p. 13
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This article is not just about a British sailor who survived a disaster and wanted to remember
his dead mates, for the Memorial also lists all Commonwealth submarines which have been
lost and thereby remembers the sailors who died.
Listed among the many vessels are
the only 2 Australian submarines lost
in service, the AE1 and the AE2,
both lost during World War l. They
were both E-class submarines built in
Britain (later renamed HMAS AE1
and HMAS AE2 respectively as RAN
submarines)
HMAS AE1 was launched 22 May 1913 and commissioned 28 February 1914. AE1 (accompanied
by her sister AE2) departed England in March
1914, transited the Suez Canal, and reached
Sydney on 24 May 1914. Although the submarines remained surfaced for almost all of the delivery voyage it was at the time the longest transit
distance ever travelled by a submarine.
She was the first submarine to serve in the RAN,
and was lost at sea with all hands near what is
now East New Britain, Papua New Guinea, on 14 September 1914, after less than seven
months in service). Her wreck was found in December 2017.
HMAS AE2 was launched 18 June 1913 and also commissioned on 28 February 1914. After
the outbreak of World War l and the seizure of
New Britain, AE2 proceeded to Suva to guard
against the operations of German cruisers in the
area until her return to Sydney briefly for maintenance, the submarine was then assigned in 1915
to the Dardanelles (Gallipoli) Campaign, and on
25 April 1915 (simultaneous with the Gallipoli
landings) was the first submarine to successfully
penetrate the waterway and enter the Sea of
Marmara.
With orders to "run amok" inside Turkish territory,
AE2 operated for five days before mechanical
faults forced her to the surface, where she was
damaged by a gunboat and scuttled by her crew, all of whom were captured. AE2 was the only
RAN vessel lost to enemy action during World War I.
Modellers Central provides a model kit of the
AE Class submarines that is unique in its construction being plank on bulkhead rather than
a preformed resin or plastic hull. The kit
comes complete with all parts and fittings,
limewood planking and laser cut keel and
bulkheads as well as excellent and highly detailed written building instructions with large
colour photos.
The kit comes with two name plates so the
model can be presented as either the AE1 or
AE2.
This is a model of a unique and important vessel to Australian naval and maritime history.
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TYPICAL SHIP-TO-SHIP
COMBAT IN THE AGE OF SAIL

HMS Quebec v. Surveillante (Action of 6 October 1779)

Report by Tom Wolf
On occasion combat at sea during the Age of Sail could be a display of sailhandling virtuosity,
or a tour de force of surprise, which caused the enemy to strike with little bloodshed. More often than not, however, ship to ship combat resembled nothing so much as two drunks having it
out at each other with pool cues in a parking lot.
The October 6, 1779 engagement between HMS Quebec and the
French frigate, Surveillante, off Ushant was much more the latter than
the former. It was a minor but famous and furious naval engagement
that ended in a French victory when Quebec was destroyed by an explosion.
During the American Revolutionary War, France along with Spain
joined on the side of the Americans and war was declared between
France and Britain. Britain did not attempt a close blockade of French
ports, instead, a screen of frigates kept a vigil while the ships of the
line stayed at anchor.
One of those frigates, operating off Guernsey, was the 32-gun 12pounder frigate HMS Quebec (built in 1760) under Captain George
Farmer, which had run aground during operations and had to throw her 12 pounder guns overboard to refloat her. When she returned to Portsmouth for a refit, as there were no 12 pounders to be had, she was refitted with smaller 9 pounders.
Surveillante of the French Navy was a 34 gun with a mix of 12 and 18
pounders and commanded by Lieutenant Du Couëdic. Thus the French
ship was by at least thirty percent the more powerful fighting machine of
the two, she had a crew of 255 men as against the Quebec‘s 195.
Each HMS Quebec and Surveillante were supported by cutters that had
their own separate battle near the location of the engagement between
the two frigates.
When they came upon each other, Quebec cleared for action and by
8:30 in the light wind the French frigate had opened fire. Within an hour
Quebec opened fire after she became parallel with Surveillante.
Initially Quebec had the upper hand but Surveillante matched Quebec's every move, and from
10 am until 1 pm both sides battered each other
furiously. Soon casualties and damage to the
respective ships began to take their toll. Farmer
and his officers were wounded but went back to duty.
Couëdic was also wounded before all of Surveillante's masts and rigging progressively crashed down. Fortunately for Surveillante, all the
masts went over on the disengaged side so she was able to keep firing
her deadly and larger guns.
Quebec seeing an opportunity was about to finish the French ship but
her severely damaged and weakened masts all came down, her main
and foremasts went over the disengaged side, but the mizzen mast
came down on the engagement side blocking many of the gunports
with the sails and rigging. Quebec's gun captains kept up her rate of fire by shooting through
the mizzen mast wreckage.
As the ships drifted together, Surveillante's bowsprit became entangled in the wreckage of
Quebec's mizzen mast and the French attempted to board and take Quebec but they were repulsed with heavy losses.
cont. p. 15
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By now a stalemate had ensued; both sides' priority was
now taken to sorting the damage, and casualties were
heavy.
However, a new turn of events began when a fire began
on Quebec's mangled and tangled sails covering the gun
ports, the result of cannon fire. The fire soon spread out
of control and soon also took a hold of Surveillante, but
he French managed to break free and the fire on the
French ship was brought under control
On Quebec however, the situation was serious; the fire
had spread within the ship itself and had become totally
uncontrollable.
Farmer ordered the magazine to be flooded but this was
now futile, and British sailors jumped into the water as
some knew the inevitable would happen. Farmer ordered
the ship to be abandoned and within moments Quebec
exploded taking whatever was left of her complement still
on board (including Farmer).
Surveillante managed to be out of harm's way but was
badly shot up. The damage to her was severe, her hull was leaking and had 30 killed and 85
wounded.
All this time the cutters had engaged in a separate battle, but when Quebec exploded the task
of rescuing survivors became a priority.
Of her complement of 195 men, only 69 were saved, the British cutter rescued 17 men, the
Surveillante rescued 39 men, and 13 more were saved by a passing Russian ship.
British and French sailors then had to work together to keep Surveillante successfully afloat
and she returned to Brest the next day under a jury rig.
Couëdic and the rest of the French crew treated the surviving British as castaways found at
sea, not as prisoners of war, seeing them repatriated.
Couëdic was wounded but survived the battle. He was greatly admired for his courage and
compassion by both the French and the British, but succumbed to his wounds and died in January 1780.
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THE MAHOGANY SHIP

Report by Tom Wolf
For over 160 years the legend of a mysterious shipwreck along Victoria's so called
Shipwreck coast has seized the public
imagination. The existence of the ship has never
been confirmed and it has not been sighted again
since the 1880's. However, if found the Mahogany
Ship could change the way we think about the discovery of our Great Southern Land.
The first sightings of an old wreck in the area were
recorded on January 18, 1836, when a ship was discovered in the dunes near Port Fairy, it was described as "hard dark timber – like mahogany". There
were many wrecks in the area during this period but
the unusual and distinguishing features of the Mahogany Ship were its distance from the water’s edge
and its unusual construction.
Many theories on the Mahogany Ship’s origin have been suggested, the most popular of these
argues that the vessel is of Portuguese origin and was wrecked in 1522. Very old Portuguese
charts have since been discovered that depict Australia’s southern coastline as far as Armstrong Bay, six kilometres west of Warrnambool. These charts suggest a Portuguese voyage
to Australia in 1522 by three caravels that sailed from Batavia (Java … then under Portuguese
control) in 1520, down the eastern Australian seaboard and into Bass Strait, before entering
the Southern Ocean, with only two returning to Batavia in 1522.
Caravels were a revolutionary design in ship
evolution, being the first European vessels
with a transom, and the steerboard taken to
the rear of the ship. These ships were rigged
with the lateen sail, borrowed from the Arabian dhow, a highly versatile and easily managed sail arrangement, and allowing a degree
of sailing into the wind. The caravels were
small, fast, manoeuvrable and easily handled
by a small crew. There have been no archaeological remains of a caravel found worldwide.
The legend of the Mahogany Ship has become so popular that a tourist walk has been
created. Visitors can wander the Mahogany
Ship Walking Track which follows the coast for the 23 kilometres between Warrnambool and
Port Fairy. It passes the possible site of the Mahogany Ship and many other shipwrecks.
The Mahogany Ship was some of the inspiration for Graeme Wylie to choose to build the caravel “Notorious”, a full-size, wooden sailing ship. It is a re-creation of a caravel circa 1480,
was researched, designed and constructed single-handedly by Graeme Wylie, from reclaimed
timber, at his home at Bushfield, Victoria. The keel was laid in April 2002, and the ship
launched at Martin's Point, Port Fairy, on 7 February 2011.
Her maiden voyage was in January 2012 from Port Fairy into
Bass Strait and Port Phillip Bay. Since then Notorious has
sailed over 16,000 nautical miles between the Southern
Ocean, Bass Strait, the Tasman and Coral Seas.
“Notorious” is the only sailing caravel in the Southern Hemisphere, Australia's earliest ship construction and Australia's
only lateen-rigged ship. Notorious is a museum ship, visiting
ports on the Eastern Australian Coast, and opening for public
onboard and below-deck inspection.
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