BOOK REVIEWS

Benjamin W. Labaree, William M. Fowler, Jr.,
John B. Hattendorf, Jeffrey J. Safford, Edward W.

Sloan and Andrew W. German. America and the
Sea: A Maritime History. Mystic, CT: Mystic
Seaport Museum, 1998. x + 686 pp., illustrations
& photographs (b+w, colour), maps, appendix,
select bibliography, contributors, index. US $65,
cloth; ISBN 0-913372-81-1.

One can compare America and the Sea to an
oceanic trawl brimming over with treasures from
the deep. Concentrating on the maritime experi-
ence of the United States, this sophisticated vol-
ume reflects the best and most recent scholarship.
The book's quality is not surprising since the
authors of America and the Sea are distinguished
historians serving on the faculty of Mystic Sea-
port's Frank C. Munson Institute. That institute
offers graduate-level coursesin maritime history
during the summer season. Now Mystic extends
its educational impact by commissioning and pub-
lishing Americaand the Sea.

The breadth of this volume's interpretive
framework is suggested in the opening para-
graphs. Here the authors assert that the sea can be
perceived in two paradoxical ways: first, asa
highway allowing nations to share in the world-
wide mingling of people, resources, and cultures,
and, second, as a barrier behind which a country
such as the United States could be isolated and
protected during much of its history.

The subject matter presented in Americaand
The Seais far more extensive than the salty
account one might expect of the ocean-going
merchant marine. That subject is covered very
well. But the volume also presents insightful
accounts of US fisheries, especially in the North
Atlantic and Pacific Northwest, and describes
water-borne commerce on the Great L akes and
other inland waterways. The volume contains
illuminating coverage of the economic history
associated with the development of US portsand
changesin trade patterns. Another major compo-
nent consists of the social history of the men and
women associated with maritime industries. There
are long sections dealing with the US Navy and
the light house, revenue marine, and lifesaving
services that eventually formed the US Coast
Guard. Finally, attention is given to the influence
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of geography, natural resources, and the achieve-
ments of marine scientists in the historic interac-
tion between people and the sea.

Much of therichnessin America At Sea
stems from the authors' decision to supplement
the basic narrative in several ways. The volume's
oversize format allows heavy use of illustrations,
including numerous works of art and historic
photographs. These add to the aesthetic as well as
to the didactic value of the volume. Sidebars are
presented with equal skill, and include many con-
temporary documents such as slave-voyage nar-
ratives, a battle report of USS Constitution, and
Alexis De Tocqueville's amazing commentary
from the 1830s predicting that the United States
would become the world's leading naval power.
Aswell, the principal authors, together with other
scholars, offer in-depth comments on selected
subjects or individuals. Many of these sections
mirror the interest of modern historiansin the
roles of women, African-Americans, and the
underclasses, all of which once received scant
scholarly attention. The sidebars cover many
other topics, such as modern aquaculture, the
round-the-world cruise of Joshua Slocum, and
recreational uses of the sea.

The conclusions in this volume are often
fresh and challenging. For example, the authors
identify a number of maritime factors that help
explain the decision of colonial Americansto
declare their independence from Great Britain.
They observe that the maritime policy developed
by the Federalists in the 1790s reflected a
mercantilistic attempt to aid maritime industries.
But Mystic Seaport's scholars also point out that
marine prosperity in the new nation depended
upon the private initiative of ship owners and
captains. While acknowledging the influence of
Alfred Thayer Mahan, the authors note that his
seapower theories can be questioned.

Any work as ambitious as America at Sea
may be criticized. In this reviewer's opinion the
World War | naval section gives disproportionate
attention to the L ondon perspective of Admiral
William S. Sims, dismissing all too easily Wash-
ington's point of view. For such awell-designed
volume, it is surprising that the maps are not more
handsome and numerous. Nor does the index
appear to be entirely complete. A cross-check
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revealed that the indexers failed to pick up the
names of several scholarsreferred to in the text.
Nothing, however, should obscure the fact
that America At Sea is an important volume. It
represents the most comprehensive and scholarly
account of US maritime history written to date.
The authors and publisher deserve a hearty well
done for their notable contribution to our field.

Dean C. Allard
Arlington, Virginia

Michael Salewski. Die Deutschen und die See:
Studien zur deutschen Marinegeschichte des 19.
und 20. Jahrhunderts. Stuttgart: Franz Steiner
Verlag, 1998. 361 pp., figures. DM/sFr 128,-, OS
934,-, cloth; ISBN 3-515-07319-1.

Michael Salewski is Germany's leading naval
historian. He is avery prolific writer with inter-
ests that extend far beyond naval history. His
Political History of Germany, for example, ap-
peared in two volumes a few years ago. Teaching
history at the University of Kiel since 1980, heis
also the editor of areview journal and the His-
torische Mitteilungen der Ranke-Gesellschaft as
well asits side journal Historische Mitteilungen.
Beihefte, of which Die Deutschen und die See is
volume 25. For his sixtieth birthday, two of his
pupils published twenty-two articles or parts from
books he had written over the last three decades.
Anyone familiar with Salewski's writings will
welcome this collection because the files can be
cleared of many photocopies, while those un-
familiar with his work now have an opportunity to
get an excellent overview of the academic work
of this eminent historian.

The way the essays are arranged almost turn
the book into a monograph. The articles are
presented more or less chronologically, from the
middle of the nineteenth century forward to the
end of World War 11. The opening paper, "Ger-
many as a Sea Power," is a splendid general
introduction. The surprising conclusion Salewski
reachesis that Germany became a sea power only
when she did not have any aspirationsin that
direction, i.e. the moment she joined NATO and
was given a specific task within the frame of
international maritime politics. For the first time
in history the German navy carried neither ideolo-
gies nor claims for colonies or sharesin the
international maritime economy, which so often
had caused deadly competition with other powers.

In cooperation with the United States, Great
Britain and the other NATO partners the German
navy (i.e. the West German navy) helped to
secure peace in the Baltic and North Seasand in
the Atlantic, in contrast to the performance of its
predecessors, which seemed always to head for
disaster when they acted on their own and in
antagonism to the rest of the world.

Every topic Salewski touches is masterly
scrutinized by an author who knows the sources
and archives. His analysisis often surprising and
always brilliant, especially when dealing with
aspects of the Kriegsmarine (1935 to 1945).
Based on an intimate knowledge acquired in the
1960s when he wrote his dissertation and later his
habilschrift about the German Supreme Naval
Command, he offers valuable insights into the
quite intricate relations between Hitler and
Raeder, Raeder and Donitz and Donitz and Hitler.
It is astonishing how many Anglo-American
writersfail to consult Salewski's path-breaking
work on the German Supreme Naval Command.

Although | was familiar with most of the
articlesin this collection, reading them again was
highly stimulating. The book can be rec-
ommended to all readers interested in German
naval history. It isa must for all scholars working
in that field. Perhaps one day an English version
will be available.

Lars Ulrich Schall
Bremerhaven, Germany

Poul Holm and Olaf Janzen (eds.). Northern Seas
Y earbook 1997, Association for the History of the
Northern Seas. Fiskeri- og Sefartsmuseet studie-
serie, nr. 10; Esbjerg: Fiskeri- og Sgfartsmuseet,
1998. 116 pp., maps, illustrations, tables. Dkr 150
[free with membership in the AHNS], paper;
ISBN 87-87453-87-8.

This yearbook contains the papers of a conference
held at Esbjerg in August 1997. The publication
within ayear's time deserves a compliment. It is
once again in the attractive blue jacket, one of the
trademarks of the Esbjerg museum. By and large,
the six papers show good quality but do not have
much relation to each other. Hence | restrict
myself to a brief characterization of the essays.
As part of agreater study into the history of
the fisheries along the South Devon coast from
the eleventh into the mid-sixteenth century,
Harold Fox discusses the transition from seasonal
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to permanent settlement of fishing villagesin
England. He draws attention to the influence of
landscape and the location of those villages in that
transition, and examines the role played by as-
pects of the development of local sets of by-laws
and the birth of nonconformity. S.I. Langhelle
discusses some aspects of the timber export trade
from the Tysvaer area of Norway (north of
Stavanger) during the seventeenth century, when
Scottish traders seem to have dominated, rather

than the Dutch as was the case in several other
areas. Another essay by the Flemish historian J.

Parmentier shifts our attention to the Southern
Netherlands after they had become part of the
Austrian empirein 1713. Several new maritime
activities were developed during this period, not
only in trade with China and India, but also in
whaling and the fisheries. Parmentier describesin

detail a short-lived effort in Nieuwport to catch
herring and cod near the Far Oer and Iceland from

1727 to 1740. Olaf Janzen's article deals with
piracy in Newfoundland waters during one of the
more difficult periodsin the history of that island,

the decade after the War of the Spanish Succes-

sion (1702-1713). There was very little British
authority visible or present, the fisheries were
unprofitable, and hence Newfoundland began to
develop into a shelter and recruiting ground for
Atlantic pirates. This lasted until c. 1725. Janzen
includes discussion of the interesting history of
Atlantic piracy well before 1713. In his well-

known lively and anecdotal style, A. Jarvis de-
scribes the role of the workers (and their hard-
ships) in the construction of the nineteenth-cen-
tury docks of Liverpool. Finaly, there is an essay
by J.F.E. Biasing which analyses the role played

by the trade in timber in Rotterdam's break-

through after 1870 as the major port in Holland
and Western Europe.

Jaap R. Bruijn
Leiden, The Netherlands

Pierre Berton; André Gallant (photography).
Seacoasts. Toronto: Stoddart, 1998. 224 pp.,
endcover maps, photographs (b+w, colour). $50,
US $40, cloth; ISBN 0-7737-3095-8.

An esteemed senior colleague and friend, whom
| was visiting some years ago at his east-coast
home, once put it to me that oceans have their
own distinctive smell. This observation, by no
means intended as a humourous nod to the usual

concerns of environmentalists, stemmed from his
many years experience on the world's oceans. To
this day, that remark has remained with mein part
because, having been raised on the Pacific coast,
| was immediately able to sense the truth of it, and
also because it so aptly expressed something of
the intangible character of coastal life.

Pierre Berton's Seacoasts, illustrated with
André Gallant's photography, isin many respects
a celebration of the intangible — an impressionistic
portrait of the different qualities and cultures of
Canada's three ocean coasts. Like most coffee-
table books, it appeals to the senses, though in this
case delight is clearly tempered by concern.
Organized from west to east, with sections dedi-
cated to each coast, Pacific, Arctic and Atlantic,
and complemented by two poetic photo essays,
one entitled simply "Land Scapes,” the other "Sea
Shapes,” this book aims both to reinforce our
attachment to Canada's vast coastal legacy and to
elevate our environmental awareness.

Berton is well-known in Canada as a popular
writer with a passion for history. He has an ear for
the resonant anecdote and the compelling story,
which is also much in evidence in this book, asis
an abiding, wide-ranging historical interest. Asa
book aimed at a popular audience, footnotes are
non-existent, even though in covering so much
geography, Berton inevitably also covers vast
stretches of difficult historical terrain. Yet for all
its historical context, this book is by no means a
formal history of Canadian coastal life. Rather, it
isakind of journalistic tableau, richly illustrated
with both contemporary colour images and an
evocative selection of historic, black and white
photos.

The Pacific is represented by chapters deal-
ing with the Potlatch tradition (away of address-
ing the natural wealth of the region), the salmon
fishery (introducing a recurring environmental
theme) and Pacific light keepers, offering a sketch
of anow-vanishing way of lifein which Berton
stresses the darker side of thiswork, its hardship
and isolation, while also lamenting the indifferent
attitude of earlier governments. The Arctic shore
issimilarly described through chapters devoted to
the search for the Northwest Passage, the Whale
hunt (returning to the environment) and a brief
exploration, part history, part social commentary,
of cultural contact and transition among the Inuit.
Finally the Atlantic coast, perhapsthe richest in
historical references, is covered by chapters
dedicated to shipbuilding, the cod fishery (another
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warning-lament for a ravaged ocean resource) and
Sable Island's fabled reputation as " The Grave-
yard of the Atlantic."

If Berton is well-known for the way he ap-
plies areadable journalistic style to historical con-
cerns, it must be said that in this book the former
wins out over the latter as the operative force. In
part thisis because the attention paid to the envi-
ronmental health of our oceans, while presented
here in a broadly sketched historical context, is
very much a contemporary affair, the problem
with our salmon and cod fisheries being particu-
larly pressing. Moreover, Berton's critical voice
achievesits strongest tones in these sections. Y et
journalistic style is also evident in the handling of
the purely historical topics. Take, for instance, the
chapter on Atlantic shipbuilding in the nineteenth
century. The idea of a"golden age" is here clearly
played for dramatic effect and nineteenth-century
hyperbole is repeated without reservation. Y et the
historical trajectory of nineteenth-century ship-
building, as presented by Berton, only vaguely
represents the complex factors, relative measures
of value, and the cycles of demand that actually
influenced this enterprise. Admittedly, one should
not expect nuanced historical analysis from a
book of thissort. Still, Berton is clearly aware of
the important work undertaken by Eric Sager,
Gerald Panting and Lewis Fischer, [ 168] research
intended precisely to shed light on a subject too
often obscured by regional mythology.

Y et, judged in the context of its intended
goals and audience, such objections are minor.
While specialists may well take issue with matters
of detail and emphasis, ultimately this book does
succeed in offering us, in pictures and words,
some of what otherwise only travel, local insight
and thoughtful use of the senses —including an
appreciative nose for the sea— can fully reveal.

Garth Wilson
Ottawa, Ontario

Les Harding. Exploring the Avalon. "Exploring
Newfoundland” series; St. John's, NF: Jesperson
Press, 1998. ix + 118 pp., maps, photographs,
illustrations, bibliography, index. $14.95, paper;
ISBN 0-921692-87-0.

For this reviewer, the first glimpse inside this
little volume is decidedly off-putting. Under the
title "Auld lang Syne" is a prefatory excerpt from

the Daily News of 16 December, 1896, which
commences with the asinine assertion that "the
change of name from Tickle Harbour to Bellevue
is an improvement both from a euphonic and a
postal standpoint.” The piece goes on to com-
mend a wholesale revision of Newfoundland
nomenclature, not only to eliminate many dupli-
cations that might confuse the postal service (a
more or less worthy objective), but to prettify that
which was "not pretty" and to render acceptable
to pious ears that which was "blasphemous." Thus
Damnable would be changed to Columbus,
Muddy Hole to Meadow Hall, and names like
Devil's Cove, Dirty Cove, Cuckold's Cove, Mag-
goty Cove, Naked Man, Famish Gut, and others,
equally redolent of our unique historical and
cultural experience, banished completely from our
lexicon, as though our past were an embarrass-
ment and a shame. | do not know if the quotation
is offered with Mr. Harding's approbation, or
whether he presents it satirically as with Swift's
"Modest Proposal.” | sincerely hope that the latter
supposition may be the correct one.

The main text of the book is an annotated
gazetteer of settlements on the Avalon Peninsula
exclusive of the Isthmus. Strangely, the list is not
complete. Communities like Portugal Cove South,
Mobile, Kitchuses, and Green's Harbour, for
example, do not appear. A few now-abandoned
villages are identified yet many more are not. The
criteriafor exclusion are not established, though
one might suppose that a deficiency of quirkiness
was the preponderant consideration.

For, as the author notes in his introduction,
he is a person who likes his "history quirky, odd
and dramatic." But, of course, thisis not awork
of History as such. There are, indeed, historical
facts scattered throughout the text, typically such
aswould interest the antiquarian, or constitute the
"bread and butter" of an average tour guide. But
with the fact, thereis alarge admixture of pseudo-
history, legend, mythology, folklore, tradition,
and, in respect of place names, particularly, a
healthy dollop of fanciful speculation, asin the
case of Foxtrap, for example.

Y et as we follow Harding around the Avalon,
we hardly get the sense that we areinvolved in an
exploration. Indeed, geography, whether cultural
or physical, hardly comes into it. The spectacular
rock bound coasts, the ever- present ocean, the
stark beauty of the geologically tormented bar-
rens, the multitudinous rivers and turbulent brawl-
ing brooks, the lakes and ponds, the dramatic
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capes, awesome views such as that which bursts
upon the traveller's eye as he or she tips the hill
that leads down to Bay de Verde, and, of course,
the manner in which our built heritage was
adapted to a hard landscape and a way of life
predicated on the necessity to catch fish, are all
absent. And yet these, | believe, are the elements
of exploration to which the visitor's eye should be
drawn.

Thus, for those with an interest in quirky
history, this book will be of considerable interest;
for those interested in exploring the Avalon, it
will fall short.

To end on a personal note, | must decline the
honour of having been bornin St. Mary's Bay,
though there are indeed far worse places. But my
St. Joseph'sis located on the western side of"that
far greater Bay."

Ledlie Harris
St. John's, Newfoundland

Tom Henry . Westcoasters: Boats That Built BC.
Madeira Park, BC: Harbour Publishing, 1998. 192
pp-, photographs, illustrations, maps, select
bibliography, index. $34.95, cloth; ISBN 1-
55017-190-9.

In Westcoasters, author Tom Henry discusses
fourteen vessels that he credits with significance
in the early history and subsequent development
of Canada's Pacific coast. Most of them have
already received separate and individual attention
by historians in numerous books and articles,
often in technical or analytical language. Bringing
afresh perspective to these ships and vessels was
therefore not an easy task. For this reason Henry
wisely steers a different course, looking for anec-
dotal and humorous material while providing a
quick survey of the vessels' uses and potentials.
By treating all of the vesselstogether in asingle
volume, he underscores the fact that no single
vessel played a decisive role in shaping the prov-
ince of British Columbia.

The book commences appropriately enough
with Captain Vancouver's sloop-of-war Discov-
ery, which visited British Columbia's coast from
1792 to 1794 and was instrumental in creating the
first charts of that coast and in naming so many
places there. Henry then proceeds to the legend-
ary Beaver of the Hudson's Bay Company, the
Fraser River steamers of Captains| rving and
Moore, that grande dame of sailing ships, the

Thermopylae out of Victoria, the Princess
Maquinna of the CPR, and the early cruise ship
Lady Alexandra of the Union Steamship Com-
pany All are familiar to us, yet under Henry's
hand they spring to new life. With comedic
insight and a staccato style, Henry will relate a
humorous story or event that brings a vessel and
its time into focus. For instance, he recounts an
incident [41] in which two deckhands were busy
shifting aload on ariver-steamer in early New
Westminster. One of the men, hired only twenty-
four hours before, looks up and says to the others:
"Heh, when does a man get some sleep here?"
"Oh", saysthe other, "I don't know, | was only
hired three days ago." It is arevealing comment
on working conditions a hundred years ago.

For typical working vessels Henry chose the
supertug L orne, the five-masted schooner
Malahat, the ocean-going tug Sudbury, acon-
verted RCN corvette and the fishing trawler BCP
45, made famous through its appearance on the
Canadian five-dollar banknote. With great skill
Henry weaves a summary of the west coast's
navigational problems for tugboats and fishing
vessels alike, its extensive network of narrow
passages along oft-uncharted islets and inlets,
accentuating the fabulous skills of early skippers.
His synoptic views suggest great knowledge of
these boats.

One ship deserves special mention: the
Columbial (and later its successor, Columbiall)
of the Columbian Coast Anglican Mission, which
operated between fifty-six ports on the BC coast
from 1910 to 1957, serving (mostly) native com-
munities with spiritual and medical needs. John
Antle, itslegendary minister, is given ample
space, asis Dr. W.A.B. Hutton's ability as physi-
cian/mechanic on the ship.

Then there is a chapter on the submersible
Pisces. This craft was designed and devel oped
between 1953 and 1966 by three clever men — Al
Trice, Don Sorte and Mack Thomson in North
Vancouver. It was successfully tested in Decem-
ber 1966 in Jervis Inlet. Production seemed
guaranteed. However, the government of the day
refused to issue export permits on purely political
grounds and the project had to be scrapped. For
that reason alone, this chapter should perhaps not
have been included in this book. The vessel
appears not to have had an historic impact on the
province, for its participation in the BC economy
came to nought.

The closing chapter deals with the 48-foot



66

The Northern Mariner

dugout Haida war canoe L otaas, built in
Skidegate, Queen Charlotte |slands under the
watchful eyes of master-sculptor Bill Reid, him-
self part Haida. This boat deservesto bein the
book, were it only for reasons of tradition. There
was atime when hundreds of these dugouts lined
BC's northern beaches, providing the only means
of transportation on the coast.

Tom Henry is to be congratulated for creat-
ing this well-prepared and informative book. It is
generoudly illustrated with old photographs and
most importantly (as the dust-jacket says), it is
"funto read.”

Hendrik (Hank) J. Barendregt
Langley, British Columbia

Stuart M. Frank. More Scrimshaw Artists: A
Sequel and Supplement to the Dictionary of
Scrimshaw Artists. With the Shipboard Journal of
Charles H. Durgin on a Whaling Voyage to
Hudson's Bay in the Ship Monticello of New
London, 1864-1865. Mystic, CT: Mystic Seaport
Museum, 1998. xiii + 189 pp., illustrations,
photographs, appendices, bibliography, indices.
US $45, cloth; ISBN 0-913372-82-X.

With the publication of Stuart Frank's Dictionary
of Scrimshaw Artists eight years ago, many
students of whaling and scrimshaw may have
assumed that the final word had been written on
this very specialized arena of artistic endeavour,
at least for a decade or more. Happily this has not
been the case, as Frank's latest |abour, More
Scrimshaw Artists, clearly demonstrates.

Utilizing the format developed in Dictionary
the author, from his vantage point as director of
the Kendall Whaling Museum in Sharon, Massa-
chusetts, adds not simply more than a hundred
new names but new identities to the role of ship-
board artistsin bone, baleen and ivory. The bio-
graphical sketches provided with virtually every
entry bring the individual practitioners of what
Frank terms this "occupational art" to life. In
addition, forty-three artists first introduced in
Dictionary receive supplementary entries that
build upon or refine their original profiles.

An amazing range of personalities emerges
from the pages of this book, from Irish-born
Hampton P. Wilson, who served in both the
Confederate army and the Union navy during the
US Civil War, to Nantucketer Allan Folger, who
in 1841 shipped as a boatsteerer aboard the

whaleship Ganges at the incredibly young age of
fourteen. Various nationalities are represented in
this work, underscoring at once the multinational
nature of pelagic whaling and the shared ship-
board experiences that both transcend and dimin-
ish the importance of national identity.

In the search for the identities of additional
scrimshaw artists the author casts a broader net,
including records of whalemen and mariners
seized by the gold rush craze of 1849. Few of
these adventurers found the mining camp any
more profitable than the deck of awhaleship.

More Scrimshaw Artists continues the work
of Dictionary in identifying Alaskan native artists
and exploring the development of souvenir pro-
duction as aresult of arctic whaling activity in the
nineteenth and early twentieth centuries. The
fascinating role of key firms and individualsin
the inception and growth of a commercial ivory
carving market is examined in the wake of more
recent scholarship. Included here are entries for
artists on both sides of the Bering Sea, men like
Native Siberians Zhirintan and K hukhutan whose
work featured bright polychrome decoration so
different from the monochromatic treatment
characteristic of Alaskan pieces.

Seven appendices provide afeast of detail on
topics ranging from the development of sperm
whale scrimshaw in the Pacific to ayoung whale-
man's short glossary of specialized whaling
terms. Frank goes on to consider New Bedford's
"Spun Yard Club," along-running, informal
gathering of aging whalemen attended by a smat-
tering of young enthusiasts hanging on (and
fortunately for us, recording) their every word.
Like the similar "Jibboom Club" of New London,
the group flourished until the end of the American
pelagic whaling in the 1920s. A cautionary talein
Appendix VI, "Commissioned Fakes," reminds us
all that clever scrimshaw forgeries have circulated
long enough for even spurious examples to attain
aundeserved patina of authenticity.

A marvellous piece in many ways worthy of
amonograph itself isajournal kept by Charles H.
Durgin aboard the bark Monticello of New Lon-
don during a voyage to Hudson Bay in the mid-
1860s. Quoted verbatim from the original manu-
script at the Kendall, this appendix brings us face
to face with the incredible challenges involved in
arctic whaling. A tireless scrimshander, Durgin
helps pass away the bitter cold Canadian winter
producing scores of napkin rings, bodkins and
other items when he is not participating in musi-
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cal and theatrical productions with many of his
fellow whalemen. While a map of Hudson Bay
would have been helpful to the reader, the illustra-
tions of some of Durgin's handiwork comple-
ments the text nicely.

More Scrimshaw Artists is clearly the result
of a process as dynamic as the artists own
endeavours. The author has benefited greatly from
an amazing network of dedicated scrimshaw
scholars, collectors and scientists, which he
describes as a "gaggle of Sherlocks" to hisDr.
Watson. It has been a fruitful partnership, and one
deserving the support of all interested students of
this singular art form.

Richard C. Malley
Simsbury, Connecticut

Nicholas Whitman. A Window Back: Photogra-
phy in aWhaling Port. New Bedford, MA: Spin-
ner Publications, 1994. 176 pp., photographs,
biographic checklist, index, select bibliography.
US $29.95, paper; ISBN 0-932027-18-0. Avail-
able through Mystic Seaport Museum Stores,
Mystic, CT and the Old Dartmouth Historical
Society, New Bedford, MA.

Spinner Publications "is a non-profit, community-
based small press which seeksto record the
history and culture of the cities and towns of
southeastern Massachusetts' through the use of
oral history, photography, firsthand accounts, and
narrative prose.. [176] Nicholas Whitman's A
Window Back fits the bill exactly. The purpose of
this volume is to provide afirsthand look at New
Bedford through the eyes of photographers active
between 1841 and 1925.

There were, of course, hundreds of photogra-
phers active in New Bedford during this period,
some for decades, some just passing through.
Processes changed from early and rare daguerreo-
types, ambrotypes, and stereotypes, difficult and
unwieldy technologies primarily the province of
professionals, to later and ubiquitous box-camera
snaps. From what must be a mountain of possible
images, Whitman has selected approximately 150
representative samples arranged under ten subject
headings: the voyage, far away places, the water-
front, waterfront trades, the city, the bridge,
inhabitants, industry, surrounding townships, and
leisure. Portraiture forms aroving eleventh sub-
ject cutting across the others. Most images are
reproduced on full page, with photographer and

date (where known) as well as the photographic
process employed. Supporting text islimited to a
brief introduction, an opening one-page summary
for each chapter, and a caption for each photo.
Thisis, in short, a picture book, with the strengths
and weaknesses that implies.

Foremost among the strengths of the book
are the quality of the reproductions and the clarity
of overall design. Readers of thisjournal are
likely to be drawn to the early chapters on whal-
ing and waterfront life. Some of the usual sus-
pects are here, photographer Albert Cook Church
for example. But most of the images are by
individuals who are, at least to me, new, and
Whitman notes that thisis the first time of publi-
cation for most. Particularly interesting if not
always artistically noteworthy are the images
taken at sea by the likes of Captain Henry
Mandly, Herbert Aldrich, and Marion Smith —
who was presented with a camerajust before
sailing with her husband, Horace, master of the
California. We also have the work of such wharf
rat photographers as Stephen F. Adams and
Clifford Baylies. But given the chronological and
thematic scope of this project, Whitman can do
little more than whet one's appetite for more.
Presumably thisis his goal.

The weakness of the book is the assumption
that photographs speak clearly to us. Photographs
are facts and interpretations of facts: facts require
a context and interpretation requires analysis.
Whitman himself writes that "no one in the 1840s
could have foreseen the ways in which time
would heap layers of meaning onto photographs.”
[9] Absolutely. And we need assistance excavat-
ing those layers. Almost nothing is said, for
example, about the motivation of the photogra-
phers, the conventions to which they adhered, or
the purpose for which the resulting images were
intended. Y et there are hints of wonderful stories
here — of the master's wife Marion Smith, and E.
Paul Tilghman, "one of two prominent African-
American photographersin New Bedford.” [91]
Lewis W. Hine, crusading reform journalist of
New Y ork, passed through to take images of
paper boys and pool halls. The literature on Hine
alone is substantial. Similarly, we need to know
more than what the one-sentence captions can tell
about the subjects. What are we to make of Fred
Palmer's photograph of "Mrs. Mann and Chil-
dren,” [ 119] an African-American single mother
and her two children sitting in front of the build-
ing from which they have just been evicted? Even
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Whitman adds to the layers of meaning by select-
ing his ten subject categories and not others.

What we have here is afascinating and well
reproduced selection of images. What we need is
assistance in understanding them.

M. Brook Taylor
Halifax, Nova Scotia

Christian Ahlstrom. Looking for Leads: Ship-
wrecks of the Past Revealed by Contemporary
Documents and the Archaeological Record.
Helsinki: The Finnish Academy of Science and
Letters, 1997. 238 pp., figures, maps, photo-
graphs, illustrations, tables, bibliography, appen-
dix, index. US $25, hardbound; |SBN 951-41-
0805-1. Distributed in the USA and Canada by
The Limestone Press, Kingston, ON, care of the
University of Alaska Press, Fairbanks, AL.

Although archival investigations are a common
adjunct to shipwreck research, this recent book
offers arefreshingly explicit and detailed method-
ological approach to archival research asit relates
to the identification of hitherto unidentified
shipwreck sites. The author employs avery
systematic methodology that is more efficient and
maximizes the returns. The book also highlights
the complementary nature of both sets of data, the
archival and archaeological, whose interplay often
leads to the resolution of shipwreck identification
problems. To illustrate the methodology, the
author presents case studies of a number of ship-
wreck sites. Regionally, the study focuses on the
Baltic Sea area and chronologically, on the post-
medieval period although the particular vessels
considered by the author range from the late
seventeenth century into the nineteenth century.
The archaeological research greatly benefits from
the excellent preservation of sunken vessels and
their contents in the low salinity environment of
the Baltic Sea.

Thefirst three chapters of the book covers
the scope, limitations and the theoretical under-
pinnings, both archival and archaeological, of the
study. Disappointingly, the discussions of archival
and archaeological theory are general and superfi-
cial in nature and do not approach an in-depth
treatment of the subjects. These chapters also
include an overview of both the Swedish and
Finnish archives, the main sources of information
used in the study and the ones with which the
author is most familiar. Incorporated as well isa

useful discussion of the impo rtant customs regis-
ters of the Sound, documenting all vessels enter-
ing and leaving the Baltic between 1497 and
1857, now housed in the Danish National Ar-
chives at Copenhagen.

In chapter 4, Ahlstréom launches into the
central thesis of his book, that is, in order to get to
the relevant information pertaining to a ship-
wreck, aresearcher must first of all thoroughly
understand the bureaucratic structure that pro-
duced the documents. As the author correctly
states, it is essential to know which government
organizations had the responsibility for producing
specific records. In thisway, an understanding of
the flow of information within the bureaucratic
system can be gained leading the researcher to the
most likely repositories of the desired records.
The author then details the bureaucratic structure
of Sweden from the central state authorities,
through the provincial authorities, down to the
local town level outlining their jurisdictions and
responsibilities. This leads to a discussion of the
myriad of archives containing records produced
by the various organizational levels of the govern-
ment. These include Board of Commerce papers,
naval records, diplomatic correspondence, various
court records, customs records, salvage and
auction documents, ships certificates, journals
and passports, captain's protests as well as sea-
man guild records. However, and as Ahlstrém
points out, thisis not an exhaustive consideration
of individual archival sources. Rather, it reflects
those used for the study.

In chapters 5 through 10 the author puts the
methodology to test in a number of case studies of
avariety of predominantly commercial vessels
resting in the Baltic. In each case, the archival
research processis detailed step by step leading to
apositive identification. The evidence is system-
atically presented, illustrated in most cases with
extracts from the records, so that the final conclu-
sionis, asarule, inescapable. These case studies
reveal the interplay between archival and archaeo-
logical research. Vessel characteristics noted on
the shipwrecks such as dimensions, type, rigging
and cargo can eliminate competing archival
wrecks from further consideration and thus pro-
duce more productive and efficient searching.
Also, such things as artifact and dendrochrono-
logical studies can refine the dating of a particular
vessel and provide leads to other sources of
archival information. That the author's methodol-
ogy is successful can be adduced from the fruitful
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results found in the case studies.

Thisis awell-made book, amply illustrated
and with only afew typographical errors. While
the writing is at times awkward, presumably
because English is not the author's first language,
the essential meaning is clear for the most part.
Readers may also be somewhat annoyed by the
fair degree of repetition found throughout the
book. The book concludes with a useful bibliogra-
phy, adequate index, alist of the archival sources
consulted and an appendix listing Swedish royal
decrees and regulations relating to trade and
seafaring between 1667 and 1824.

This book will not interest everyone. It will
have its greatest appeal to historians and others
interested in documentary research. For anyone
conducting archival research into post-medieval
Baltic shipping this will be an invaluable guide-
book to the relevant archives of Finland and
Sweden. Underwater archaeologists and those
fascinated by shipwrecks will be tantalized and
left wishing for more information on the wonder-
ful wrecks presented in the case studies. In fair-
ness though, the book's stated orientation is
historical and not archaeological. Even so, it will
encourage archaeol ogists to consider other
sources of information concerning their ship-
wrecks. Although more attuned to European
sources, the techniques and methodology pre-
sented in this work should be universally applica-
ble. A similar study and approach to North Amer-
ican archives would be a worthwhile endeavour.

R. James Ringer
Ottawa, Ontario

Raphael Patai. The Children of Noah: Jewish
Seafaring in Ancient Times. Princeton, NJ:
Princeton University Press, 1998. xix + 227 pp.,
photographs, illustrations, maps, abbreviations,
notes, index. US $24.95, £17.95, cloth; ISBN O-
691-01580-5117.95 Distributed in the United
Kingdom by Wiley, Chichester.

This book deals with Jewish seafaring from the
earliest documentation in the biblical period until
the late Talmudic era (500 CE). With this work,
Patai updates his first Hebrew version, published
in 1938 and titled Hebrew Shipping. Patai claims
that since his Hebrew book, no additional one on
Jewish shipping had been written since his He-
brew book. Thisisincorrect, for it ignores
Nautica Talmudica by Sperber (1986). Still,

Patai‘'s work is the only one to deal with Jewish
shipping since early biblical times, and gives a
more complete picture of sources of Palestinian
and Babylonian Rabbinic shipping.

The book opens with the first Hebrew sea-
faring venture reported in the Bible — the legend-
ary account of Noah and the ark. Patai introduces
parallelsthat existed in ancient Middle East
traditions. He then shows the interpretations given
by the Talmudic sages to the problems of dimen-
sions and construction of the ark.

Following this episode, the biblical literature
refers to seafaring only in the monarchic period
(from tenth to the early sixth century BCE).
Seafaring and shipbuilding were then handled by
the Phoenicians, neighbours of the Hebrews who
ventured on long-distance voyages for Jewish
interests to the Indian Ocean as well asto the
Straits of Gibraltar. To these ventures the author
relates the interesting tradition of the arrival of the
Mormons to America, by way of the Indian Ocean
eastwards, early in the sixth century BCE. The
theme is well written and annotated in the appen-
dix by a specialist. Despite this absence of any
evidence of first-hand experience with shipbuild-
ing, the biblical records confirm that knowledge
was extensive; this conclusion is sustained by rare
archaeological finds.

The next two chapters deal with shipbuild-
ing, the manner of construction of sea-going
vessels and the types of crafts mentioned in the
biblical literature and in ancient Palestine and
Babylonia. To the Talmudic literature the author
adds evidence drawn from the Gospels and medi-
eval Jewish literature, supported by illustrations
on various archaeological reliefs. Patai, however,
ignores ancient shipwrecks excavated since the
compilation of his book, such as the one discov-
ered at Caesarea along the | sraeli shoreline.

The five chapters that follow deal with sea-
faring by the Jews. According to historic evi-
dence, Jewish naval warfare anticipated their
involvement with maritime trade. Jewish naval
affairs lasted about a hundred years, from the
Hasmonean Kingdom in the second century BEC
until the loss of Judean independence (132-135
BCE). Thereafter, ships continued to have arole
in warfare only in Jewish folklore, for Jewish
seafaring then became confined to maritime trade.
Patai discusses the crew that manned the ships,
their tasks, rank on board and the origin of the
terms of their titles. The sources show the good
relationships that existed between the sailors and
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the Talmudic sages, in large measure because of
their mutual concernsin maritime trade. The
Talmudic sages dealt with maritime trade in the
Bible, according to the conditions of their own
times. The Rabbinic information on Jewish mar-

itime trade is supplemented by references from
contemporary Hellenistic writings. Patai then dis-
cusses some aspects of maritime trade: lifein port
(loading, unloading and embarkation); sailing on

high seas; the seasonal differencesin sailing
practices at sea and on the rivers and waterways
of Babylonia; the measures taken by the crew to
save the ship in a stormy sea (including some
esoteric methods). Evidence from Talmudic
sources is supplemented by that from the Gospels.

The section ends with the corpus of laws, made
by the Talmudic sages for Palestinian seafaring
and shipping on Babylonian rivers and canals.

These laws concerned property relations, charter-
ing, buying and selling ships. They include, in the
Jewish case, a body of religious laws that had to
be observed abroad, at seaand in port while
loading and unloading ships.

Two chapters deal with the very different
theme of sealore, and provide insight into the
place that the sea, with its awesome power and its
miraculous denizens, held in Jewish imagination
in the Bible and in the Talmudic literature. The
biblical Hebrews saw the sea and its creatures as
the most formidable part of nature. In the Tal-
mudic literature there are two distinct types of
legendary material. One reflects the moralistic-
religious world-view of the Talmudic sages. The
other isthe sailors yarns which found their way
into Rabbinic sources, either stated explicitly by
the sailors, or attributed to sages who, in turn,
heard them from sailors.

In the closing two chapters, Patai introduces
the vast historic evidence concerning po rts and
port towns along the Israeli coastline, on the Red
Sea, and around the Sea of the Galilee, together
with archaeological datafrom the biblical period
to the late medieval period. A close inspection of
the sources shows that Patai failed to distinguish
between natural bays and artificial ports, for both
of which he uses the term harbour. He might have
drawn the correct conclusions had he used recent
archaeological data, available through numerous
excavations carried out by the time his book was
completed.

In conclusion, this work deserves appraisal
for the vast varied documents it introduces. It
would serve as an essential basis for scholars

wishing to enrich the picture by using archaeolog-
ical findings. Careful attention to the principles of
interdisciplinary research shows that both disci-
plines compliment each other. In this case, how-
ever, historical evidence should not always be
taken literally.

Ruth Gertwagen
Qiriat Motzkin, Israel

Martin H. Evans and Janet West. Maritime Muse-
ums: A Guide to the Collections and Museum
Shipsin Britain and Ireland. London: Chatham
Publishing, 1998. 96 pp., index. £5.95, paper;
ISBN 1-86176-077-9.

Thislittle book is a printed version of alist the
authors have been maintaining on the Internet
since January 1995. It comprises alist of most of
the "naval and maritime museums collections of
maritime interest and accessible historic vessels'
in what the authors describe as the "brittano-
hibernian archipelago,” a geographical expression
your reviewer must confess not to have met
before. The publication is intended to make the
list accessible to Internet non-users — or perhaps
to those who prefer to have their information with
them in their pockets when travelling.

The field of maritime museums and pre-
served shipsis constantly changing and both in
small details aswell asin afew bigger details this
book has already been overtaken; the authors
wisely make no claims for its compl eteness.
Neverthelessit is a very useful compilation and a
check of a number of institutions well known to
your reviewer has revealed a careful presentation
of material of the kind useful to the visitor with
specific interests. | shall certainly find it useful
myself, and can therefore recommend the guide
for both the tourist and the serious researcher.

Basil Greenhill
Saltash, Cornwall

Patricia Bettis Bixel; Jim Cruz (photo. ed.).
Sailing Ship Elissa. College Station: Texas A&M
University Press, 1998. xxii + 93 pp., illustrations,
photographs, appendix, bibliographic essay,
index. US $ $22.95, cloth; ISBN 0-89096-826-8.

In October, 1877, Alexander Hall and Company
launched the 430-ton barque Elissa from their
yard at Aberdeen, Scotland. This book narrates
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the history of the vessel from time of building,
through changes of owners, its discovery as a
much altered smugglers transport, and its eventual
recovery and restoration.

Detailed information is provided on the Hall
shipyard, the early owners, and general informa-
tion on its voyages. The book tells of itssaleto a
Norwegian company, which renamed it Fjeld,
then to Swedes who renamed her Gustav, then to
Finnish owners, and finally to Greek interests
where she became Christophorus, then Achaeos,
and finally Pioneer.

Peter Throckmorton, marine archeologist and
maritime historian, spotted her in Greece in 1960,
and in concert with Karl Kortum, the director of
the San Francisco Museum, began the long pro-
cess which eventually led to her purchase and
voyage to the United States. Uninsured in 1969
and vulnerable to confiscation because of usein
illegal activities, the small barque lay tied up next
to avessel which wasto be scrapped and at the
ti me the purchase went through she had already
been stripped of many fittings.

Money now had to be found for necessary
repairs so that she could make the long journey to
America. Kortum managed small amounts of cash
to Throckmorton in Greece but that ended when
his board of trustees stopped any further funding
for the ship. At that point Canada almost got the
vessel. The mayor of Victoria was receptive to
Kortum's suggestion that the small barque be
moored in the harbor in front of the Empress
Hotel. David Groos, alocal MP, pushed the idea,
went to Greece and purchased the vessel. Sadly
no berth space could be acquired, funding fell
through and once again the vessel was up for sale.
Galveston in Texas became interested and using
the fact that Elissa had called at the port during
her career the city purchased the vessel.

Sailing Ship Elissa should almost be required
reading for any person or ingtitution interested in
purchasing and restoring an old vessel. It provides
avaluable insight into the pitfalls and costs which
can beincurred. Elissa's initial restoration cost
between four and six million dollars. To be added
to that are the bills for finishing restoration
touches and maintenance. One aspect of impor-
tance for those considering a similar venture isthe
use to which the vessel isto be put. If it isto be
used as an active sailing ship, modern safety
regulations will force modifications, thus compro-
mising authenticity.

While advertised as a coffee table book,

Sailing Ship Elissais| think rather more than
that. It is excellent for the general reader who is
interested in the history and preservation of a
nineteenth-century sailing ship. The specialist
reader who is seeking real details, such asfull

cargo listsinstead of excerpts, will find it frustrat-
ing. It is obvious that a great deal of research,
yielding much information, has been carried out,
leading one to wonder why this book has been
curtailed in length and thus content. There are
tantalizing glimpses into what might have been

included. The bibliography is extremely limited
and while mentioning some sources does hot state
where they were found. For example crew lists
are just said to have been found in depositoriesin
England and Canada. No specifics are provided of
the vast holdings at the Maritime History Archive
at Memorial University in Newfoundland. The
book is however priced right and would be avery
worthwhile addition to one's maritime library.

Eric Lawson
Bowen Island, British Columbia

Geoffrey M. Footner. Tidewater Triumph: The
Development and Worldwide Success of the
Chesapeake Bay Pilot Schooner. Mystic, CT:

Mystic Seaport Museum and Centreville, MD:
Cornell Maritime Press, 1998. 305 pp., illustra-
tions, figures, notes, appendices, glossary, index.

US $39.95, cloth; ISBN 0-913372-80-3 (Mystic
Seaport Museum) and 0-87033-511-1 (Cornell

Maritime Press).

In Tidewater Triumph, Geoffrey Footner charts
the origins and developments of the once famous
Chesapeake Bay pilot schooner. Through an
extensive use of archival material, including a
treasury of lines drawings and marine illustra-
tions, Footner demonstrates the impact of various
economic and political events on the use and
design of the pilot schooner. He also demonstrates
its considerabl e influence on the development of
schoonersin other parts of the world.

A small but fast vessel originally used to
ferry pilots out to inbound English tobacco ships,
the pilot schooner developed into alocal trans-
port, largely of grain, sometime in the 1730s.
During the American Revolution, the pilot schoo-
ner, now capable of limited offshore work, be-
came a blockade-runner that supplied Baltimore
(the principal unoccupied rebel port) with goods
from the French West Indies. With the renewal of
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hostilities between England and France in the
early 1790s, France purchased several large pilot
schooners for use as privateers. This enlargement
of the type proved remarkably successful, and,

when war broke out in 1812, approximately 130
"Baltimore schooners" were operating as mer-
chant vessels between Chesapeake Bay and such

places as the West Indies and France. Almost all

of these vessels were used as privateersin the
conflict and it is a clear measure of the type's
suitability to the task that this twelve percent of
the American privateer fleet accounted for forty
percent of British merchant ship losses. In the
years following the end of the war, the industrial

revolution brought unprecedented peace and

prosperity to the Western World. Consequently,
the speedy but incapacious pilot schooner grew
unprofitable in conventional trade. The "Balti-
more clipper" maintained much of its notoriety by
becoming a principal vessel of the opium and the
slave trades. Few of these vessels were actually
built in America, however, for success had led to
imitation in many places, including the West
Indies, France, Sweden, and England. On the
Chesapeake itself, the pilot schooner continued in
itstraditional role as alocal transport. The
"pungy,"” asthe type finally came to be called,
enjoyed a renewed popularity when the oyster
fishery on the Chesapeake was stimulated into a
frenzy in the 1850s. After 1880, the depleted
oyster beds could no longer support sophisticated
vessels such as the pungy, and the type went into
rapid decline.

In the telling of this fascinating and impor-
tant story, Footner brings to bear a subtle grasp of
naval architecture and a passion for history,
especially Chesapeake history. Theresultisa
remarkably detailed account of the forces that
motivated the various changes in the architecture
of the pilot schooner. Although afew discussions
of such matters as lines and rigs may leave the
non-specialist feeling a bit excluded, Footner
generally manages to keep his reader engrossed
with clearly written accounts of trade, military
conflicts, Chesapeake communities, leading
merchants, shipbuilders, spies, individual vessels
and other particulars of amore general interest.

While his principal purposeis clearly to tell
the pilot schooner story, Footner openly takes aim
at theories which claim foreign influences on the
development of the pilot schooner or which
minimize its influence on the development of
schooners in some other places. Because he was

the most prolific writer in thisfield, Howard
Chapelle is Footner's most frequent target. At
times, Footner even admits frustration over the
dogmatic acceptance of various unfounded theo-

ries. However, such isthe nature of history. Much

of what we accept as the truth is actually myth.

When new information is brought to light, parts
of the myth fall away. Y et the processis never
instantaneous because inertia is a characteristic
property of myth. Footner ends his study with the
statement that "claims to the origin of the model,
common around the world, will subside asinfor-

mation about these influential schooners' origins
in Virginiaand Maryland spreads.” Geoffrey
Footner has certainly made the information
available, but how long it will take to spread is
anyone's guess.

Philip Gillesse
Kingston, Ontario

Richard W. Bricker. Wooden Ships from Texas: A
World War | Saga. College Station: Texas A&M
University Press, 1998. xvii + 216 pp., photo-
graphs, tables, colour plates, notes, bibliography,
index. US $29.95, cloth; ISBN 0-89096-827-6.

Richard W. Bricker describes himself as "avoca-
tional historian of Texas sailing vessels' and his
book Wooden Ships from Texas, A World War |
Sagaisahighly personalized work. During World
War | Texas shipbuilders were encouraged by the
United States Shipping Board to build a number
of wooden-hulled steamships. These were con-
structed at various yards from Sabine Pass to
Rockport. The efforts of Texas shipbuilders did
not end here, however. This book also coversthe
history of fourteen sailing ships built of necessity
during World War | from wood.

The vessels were the brainchild of an Italian-
born American lumber exporter, Henry Piaggio,
from Gulfport, Mississippi, who wanted hullsin
which to pursue his lumber export businessin
spite of wartime conditions. Piaggio was president
of the International Shipbuilding Company (1SC)
which had ayard at Orange, Texas. Orange was
well protected from hurricanes and heavy weather
since it lay twenty-five milesinland from the Gulf
of Mexico, while still possessing a twenty-six-
foot deep channel to the sea. Landward of the port
were vast stretches of forests.

The first three vessels were constructed by
the F.H. Swails Shipyard in Orange, and were the
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five-masted schooner, City of Orange, the four-
masted barkentine, City of Houston, and the four-
masted schooner, City of Pensacola. While, at the
time, over five hundred four-masted schooners
worked the eastern seaboard of the United States
and the Gulf Coast, what made these vessels
unique was the intention to employ them in an
international trade from the beginning. All were
fitted with auxiliary engines capable of providing
five to seven knots and the vessels might more
correctly be described as "auxiliary schooners and
barkentines." Of the two ships and twelve barken-
tines constructed between 1916-1919, the last
eleven were built by 1SC at Orange, Texas.

The historical narrative about these vessels
covers the gambit of just about everything that
could happen to a sailing ship in war and peace.
The text isillustrated with numerous contempo-
rary photographs and a number of paintings done
by the author-artist. Bricker's work is Number 77
in avery ambitious enterprise, "The Centennial
Series’ of the Association of Former Students of
Texas A & M University. It isawork heavily
based on folklore about the fourteen Texas sailing
ships, and possesses a unique charm.

Wooden Ships from Texas provides valuable
insight into alittle-known episode of American
maritime history and therefore fulfills the stated
goal of the author. Since alegitimate aim of
maritime research and writing isto capture lore
before it disappears and is lost forever, Bricker's
work serves aworthwhile purpose. It undoubtedly
will serve future historians well, while it does not
fail to provide interesting reading now.

William Henry Flayhart 111
Dover, Delaware

Gordon McGowan. The Skipper and the Eagle.
Princeton, NJ, 1960; Peekskill, NY: National
Maritime Historical Society, 1998. xv + 239 pp.,
photographs, appendices. US $25 (+ $3 s& h),
cloth; ISBN 0-930248-09-0.

"He took her over, made her over, brought her
over." These words from Alan Villiers forward
to the original (1960) edition of Gordon
McGowan's story, encapsulate what this book is
about: the absorption, refitting and sailing from
Bremerhaven to the United Statesin 1946 of the
barque Horst Wessel (built for the German navy
in 1936/37), under Gordon McGowan's com-
mand. Renamed Eagle, she was to become famil-

iar to seafarers and ship watchers the world over
as the US Coastguard's training ship, though with
double gaffs on her mizzen mast her German
origins can never be concealed.

In reissuing the book with a new introduction
and afterword, the National Maritime Historical
Society makes a remarkable story, which is
compulsive reading, accessible to a younger
audience as well as those of us who missed it
originaly. It isremarkable for what was achieved,
for the way it done and for the people involved, in
the context of chaos and shortages in 1946 occu-
pied Germany. The ship was extremely run down,
and, although the hull was sound, all its equip-
ment including the rigging and the engine, needed
amajor overhaul to bring it into service. Salvation
with the rigging came with the discovery of a
forgotten warehouse bursting with marine stores
including enough new rope to re-rig the whole
ship. But getting a new engine block made was a
saga of adifferent order which led to searches all
over Germany and a battle with officialdom.

But thisis not just a story of initiative and
scrounging and learning as the work progressed;
it is aso one of human relationships in which the
American officers and their raw trainees devel-
oped a respect and comradeship with the German
ship-keeping crew to the extent that the latter
ended up also making the passage to America.
The contrast between the rigid formality of Ger-
man naval relationships and the relaxed but
nevertheless authoritative American styleiswell
drawn out. In fact the practical expertise of the
Germans was essential throughout. One classic
mistake was the failure to pre-stretch the new
running rigging, which seized up completely (and
potentially dangerously) when they first tried to
set sail after being towed out of Bremerhaven.

Among other episodes was McGowan's haz-
ardous drawn-out flight from Americato Ger-
many, relationships with American naval officers
in Bremerhaven, and his interaction with Herr
Rickmers whose shipyard handled the Eagle's
drydocking and who spoke English with a perfect
Oxford accent and slept behind his office desk.

It isdifficult to see acommercial shipowner
giving the idea a thought, and certainly not plac-
ing a man in command, who although well experi-
enced in command of power driven ships, had the
haziest of knowledge of square rig sailing ships.
Y et that is what the USCG did in this case, and
their confidence was rewarded. Of course there
were mistakes and crises, and the passage might
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have met with disaster, but with careful passage
planning (following in the wake of Columbus),
experience was built up before the real test of a
major storm came along.

Aswell asbeing a"good read,” this autobio-
graphical account provides valuable insights into
the situation in Germany just after World War 11,
and it is particularly useful for its description of
the business of re-fitting and re-commissioning a
sailing vessel, something which is not too com-
mon in the narrative literature of mariti me history,
and as such is a contribution to source material. It
iswell produced, with some good photographs of
the ship and the crew.

Alston Kennerley
Plymouth, Devon

Gordon Belton; Josh Spencer (ed. & intro.). A
Sailor's Scrapbook. Cape Town, South Africa:
Square Sail Publishing, 1997 [ 12 Bien Donne
Road, Pinelands, Cape Town 7405, South Africa).
128 pp., photographs, illustration, appendices,
bibliography. R 175, US $38 (plusR 15 or US
$6.50 s& h; add R 20 or US $4 for signed, num-
bered & dated copy), cloth; ISBN 0-620-21333-7.

This book is based on the journal and photographs
of ayoung man who was determined to serve
under sail for the sheer adventure of it. Gordon
Belton, a South African, was twenty-one years old
and "aborn sailor, with apassion for all things
connected to the sea’ when, in June 1945 he
signed aboard S. V. Lawhill, a steel, four-masted
barque. Belton served on Lawhill until well after
the end of World War 11 and then moved to S.V.
Passat, avessel similar in rig to Lawhill but a
little larger. His well-written, interesting and
informative journal covers the time he spent
aboard Lawhill only, but he was very busy with
his camera while aboard both ships.

By 1945 large, square-rigged sailers still
employed in trade were very rare and Belton was
lucky indeed to find two such ships. The 2816 ton
Lawhill was built at Dundee in 1892 and Passat,
of 3180 tons, was launched at Hamburg in 1911;
when built, such vessels commonly had alife
expectancy of about twenty years. It isinteresting
to note that at one time both ships had been
owned by the tenacious Gustav Erikson.

Passat and Lawhill are both well documented
in other sources, notably the latter by Alan
Villiers as he had served aboard her early in his

career. He describes Lawhill as"awind blown
jute warehouse." Well, perhaps she was but she
was designed as awork horse, not as a clipper and
the ubiquitous windjammers did yeoman's work
for avery long time. Further, as a study vessel,
Lawhill was idiosyncratic and therefore is of
particular interest. Her topgallant masts were
stepped aft of her top masts and while this was
extremely rare, it worked well. Also, according to
Villiers she was "a masterpiece of labor-saving
devices on deck and aloft” which "an alert and
highly competent mind had really set systemati-
cally about the business of simplifying the im-
mense task of handling her canvas and gear." The
alert mind alluded to was the renowned
Bracewinch Jarvis so naturally Lawhill carried his
famous winches. Lawhill was broken up in 1959
but Passat has survived and is now a museum
ship in the Baltic.

The photographs in the book are arranged to
fit with appropriate journal entries and they really
arefirst rate. Belton, with the youthful enthusiasm
of a"first-tripper" and awonderfully artistic eye,
seems to have been determined to record on film
every aspect of life at sea under sail. He was not
averse to climbing to the main mast truck or the
outer end of the bowsprit in even the worst
weather for the right picture. Some of the results
of his efforts are very dramatic, all are informa-
tive, and one's respect for his photographic talent
is magnified when one considers that the only
piece of equipment with which he had to work
was a Kodak Brownie box camera. Belton died by
accident at age twenty-six and thisis particularly
lamentabl e because his potential was evidently so
great.
Thisis a handsome volume and overal itis
well produced. A fine set of drawings (Sail Plan,
Deck Plan and Body Lines) of Lawhill isincluded
and the editor notes that large scale copies are
available in poster format. However, the book is
not flawless; potential buyers should know that
there are anumber of correctionsin the text. | did
not find these bothersome as they indicate the
editor's desire for accuracy and give the book a
rather personalized feel. It will be of special value
to those interested in windjammers, and especially
to those who have enjoyed the work of Alan
Villiers.

John McKay
Langley, British Columbia
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Tom Cunliffe. Topsail and Battleaxe: A Voyage
in the Wake of the Vikings. Woodbridge, Suffolk:
Seafarer Books and Dobbs Ferry, NY: Sheridan
House, 1998. 182 pp., illustrations, maps, figures.
£10.95, Cdn $21.95, paper; 1SBN 0-85036-460-4
(Seafarer), 1-57409-045-3 (Sheridan House).
Distributed in Canada for Sheridan House by
Nimbus Publishing, Halifax, NS.

Thisisalight-hearted description of the author's
voyage from England across the Atlanticin a
seventy-five-year old pilot cutter, the Hirta, with
acrew consisting of the author, his wife and four-

year-old daughter, and a couple of friends. The
goal of Cunliffe's Atlantic venture was to reach
the United States by retracing, more or less the
route used by the Vikings., but the story ends at
L'Anse aux Meadows in Newfoundland. The
route also took advantage of the long daylight
hours in the summer in those latitudes which
eased navigation and the need for battery-oper-
ated lights at night, even asit allowed for interest-
ing stopovers under way. The author's romantic
fascination with the Vikings made it seem all the
more appealing.

The journey begins in Brighton, moving
from there to several Norwegian ports from which
the Vikings generally set out on their Atlantic
voyages. Hirta then set sail for Iceland after a
brief stop at the Faeroes Islands. From Iceland the
author intended to sail to the site of Eric the Red's
home in Greenland near present-day Narsassuag,
but bad weather and pack ice off the coast of
Greenland near Cape Farewell forced him to
abandon this plan. Instead he set out directly for
the Strait of Belle Isle and L'Anse aux Meadows.
This course was not the Viking route. Vikings,
who could not determine longitude, hugged the
coasts, crossing over to North Americaat Davis
Strait and then simply following the coast.

The book iswritten in a colloquial first-
person style. In almost every port, the boat be-
came the target of the town drinkers who arrive
bottles in hand. This sometimes led to funny
situations as when a couple of cronies turned up
with a bag full of smoked mutton legsin Norway
or when the Hirta crew was generously plied with
beer and fresh water in battery-acid gallon cansin
the Faeroes Islands. On the national holiday in
Norway a woman, magnificently dressed in the
local folk costume, embodying the very spirit of
Norse women, addressed them in a broad South
Carolina accent. Some episodes border on the

dangerous, as when their jib was ripped apart or
when a malfunctioning lighthouse made landing
in heavy weather a nerve-wracking experience.

A third of the book is about the Vikings,
especialy Eric the Red and Leif Ericson. This
discussion, interspersed within the modern story,
is delivered in the same tongue-in-cheek tone as
the rest of the book. Thiswould be al right if the
author really knew something about the Scandina-
vian Viking Age. Asit is, the information con-
veyed is best disregarded. More successful are the
author's descriptions of Norse navigation which
he obviously has made more of an effo rt to under-
stand. He uses the trick of native Scandinavians to
tell uswhat Viking sailing was all about, which
makes for a seamless integration into the overall
story. Even so, the book is best left alone by
anyone interested in Vikings. It isreally about the
cutter and the voyage and will probably be en-
joyed most by people familiar with boats and
interested in sailing. It islight and pleasant read-
ing but rather superficial. The cutter is described
in detail, with diagrams and drawings, and weath-
er and sailing conditions. Almost all of the voyage
was made under sail. The only relatively sophisti-
cated equipment was a radio-direction-finding set.
The wooden cutter had a constant, albeit slow
leak, and required regular pumping with a hand
pump. The crew encountered a great deal of bad
weather, and one is constantly reminded that the
seaisaformidable force. | do dispute Cunliffe's
description of Quirpon as a place filled with
rubbish and dilapidated buildings. He also mis-
spells Griquet, reading “q' asa"g'. The story
stops as the crew visits L'Anse aux Meadows,
concluding that, although exciting, the crossing
had been sufficiently arduous that they never
would like to repeat it.

Birgitta Wallace
Halifax, Nova Scotia

Réanne Hemingway-Douglass. Cape Horn: One
Man 's Dream, One Woman 's Nightmare. Bishop,
CA: Fine Edge Productions, 1994. xxi + 295 pp.,
maps, figures, photographs, appendices, glossary,
bibliography. US $22.50, paper; ISBN 0-938665-
29-4. Distributed in Canada by Heritage House,
Surrey, BC.

Thisisthe gripping account of avoyage in a42-
foot ketch, Le Dauphin Amical (The Friendly
Dolphin) from Los Angeles south in search of that
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nautical Holy Grail, Cape Horn. Réanne
Hemingway-Douglass, a graduate in French and
teacher, is the unconvinced companion to her hus-
band's compulsive-obsessive drive to round the
cape: she, the gentle, thoughtful, humanist
mother; he the hard-nosed, bullying, pragmatic
father. They make an unlikely pair for so perilous
avoyage, and once their son Jeff and companions
decide that the voyage is not for them and leave,
the narrative concentrates not only on the day-by-
day record of life at sea but on the unfolding
drama of the interplay between these two very
different personalities and on the unfolding
metamorphosisin their relationship. Both keep
journals: Réanne's, written in the most appalling
conditions, is revealing as she probesinto herself
and her struggle to become a nautical equal of her
sometimes tyrannical husband in their often very
unequal struggle with Mother sea. They do not
achieve the Horn, for at 50° south they are
"pitch-poled” (tossed head-over-tail by a monster
wave) and the remainder of the voyage focuses on
their efforts to remain afloat and alive aboard
their seriously crippled yacht.

Their decision to enter the Strait of Magellan
bringsits own set of problems, compounded by
the fact that a chronometer which was to be
freighted to Easter Island never arrived. Thisis
not too serious as long as they have engine power
and are able to obtain time checks by radio to set
their wrist watches, but until Don is able to get the
diesel running, thisis not possible and their
approach to Patagonia, alee shore, is fraught with
off-lying dangers. Once in the Strait, and on two
separate occasions, approaching freighters ignore
their frantic signals for assistance, despite the fact
that they are flying the distress flag. Eventually
they are befriended by the British ship Bendoran,
and Réanne is able to climb precariously a
Jacob's ladder with news to be transmitted to their
families; while fuel and water are lowered to the
wounded Le Dauphin Amical, she enjoys scones
and tea with the captain's wife. When the weather
worsens she hastily returns to the yacht, which
now istorn by williwas — catabatic winds of
immense ferocity that funnel through the inlets
and fjords of the Strait — that lay Le Dauphin
Amical over on beam ends at anchor. Eventually
they reach the safety of Punta Arena and an
immense outpouring of kindness and assistance.

Perhaps, then, the title should have been
Punta Arenas, One Man's Dream One Woman 's
Nightmare. The cover illustration of Réanne

looking absolutely miserable imposed on a mon-
ster wave about to engulf all before its path would
seem to make this all too clear. Y et thisis not
only awoman's narrative of triumph over adver-
sity, and survival. Réanne awakens to the realiza-

tion that this experience has changed her forever:

"What had | learned about myself? | had learned
from our sailing nightmare that the will to survive
isthe strongest instinct | have — that when my life
depended on it | could push myself far beyond
what 1'd ever believed possible.” And in the
dedication to her book sheis able to write, among
others: "To Don — co-pilot for life —who taught
me to soar."

The book includes a map of the voyage track
as part of each of the covers. It includes details of
the yacht, a glossary of terms, and charts of
important landfalls, the damage report of Lloyd's
of London and a Beaufort Scale; an extract from
the newspaper from Ontario, The Daily Report;
and references to such notables who went before
them as Drake, Moitessier, Tilman, the Smeetons.
The account opens with a verse from Baudelaire's
LesFleursdu Mal, L 'Homme et LaMer) — what
one would expect from this remarkable woman.
Thereisone error in the "Notes." The apparent
method of calculation of True course to Magnetic
isreversed, that isto say a True course of 090(T)
, with a deviation of 25 degrees West, would be a
Magnetic course of 090 +25= 115 degrees, not
065 degrees ( Error West Compass Best ).

Finally, as Réanne's friend Roberto Uriburu,
who urged her to write this book said: "raising a
child and writing a book are two of the most
beautiful tasks in the world." Réanne has done
both and I'm glad she did. Thetrio of Le Dauphin
Amical, Réanne and Don deserve our congratula-
tionsfor doing it their way.

Geoffrey H. Farmer
St. John's, Newfoundland

John M. Levinson and Errol Ger (eds.). Sdafe
Passage Questioned: Medical Care and Safety for
the Polar Tourist. Centreville, MD: Cornell
Maritime Press, 1998. xiii + 178 pp., maps,
figures, photographs, illustrations, appendices,
references, index. US $24.95, paper; ISBN O-
87033-504-9.

This book is the outcome of a conference on
medical aspects of polar tourism by ship, held in
1995 at the Scott Polar Research Institute in
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Cambridge, England. Apart from those attending
in the polar medical fraternity, there are over
thirty contributions by ship's doctors and tourists.

Arctic and Antarctic tourism is an ever-
expanding business and a lucrative one for adven-
ture cruise operators with ships specially designed
for ice covered seas. The Russians converted two
full icebreakers for tourist accommodation and
Germany and France have a number of ice-
strengthened ships. Apart from first class cabins,
the hotel facilities are usually of a high order.
Passengers are, for the most pazrt, elderly and
affluent — the average fare for a twenty-day North
West Passage voyage is $25, 000 (Canadian) per
person. The passengers expect to be well treated
in al aspects, including physically and medically.

Medical facilities on board the German ships
on which | have had four years experience as Ice
Master during North West Passage have been
excellent. There has always been a doctor and
nurse, both of whom speak English. The hospitals
are modern and well equipped for consultations,
treatment and emergencies. According to Safe
Passage Questioned, however, there has been
some difficulty on board Russian ships with
doctors not sufficiently fluent in English and as
regards medical supplies, aswell.

It is however essential that prospective pas-
sengers realize that Arctic and Antarctic cruises
have certain risks not found in conventional
cruises. The polar ships operate in relatively
isolated waters, so that any medical evacuation
called for by the Doctor and the Captain could
take some time to achieve by helicopter or ship's
boat if near some shore facility. We are reason-
ably fortunate in the Canadian and American
Arctic where communication can be established
with shore authorities such as the RCMP and
Canadian Coast Guard in Canada and an evacua-
tion put in hand. It can be much more difficult in
the Antarctic. The book describes some difficult
evacuations, all at the patient's expense.

Before embarking on a polar cruise a passen-
ger should have amedical check-up, particularly
if elderly. For instance, over the years, | have seen
passengers with canes joining for Arctic cruises
and on one occasion alady in awheel chair! Part
of the attraction in these cruisesislanding and
visiting isolated communities by Zodiac boats. It
can be quite easy to break the other leg when
scrambling ashore with a cane. The ship's officers
and crew are very attentive to these shore excur-
sions but passengers must realize there is some

risk. The book iswell documented in regard to
shore visits and inherent possibilities of accidents.

The doctors and nurses | have met are dedi-
cated to the well-being of the passengers. The
cruise operator expects to see healthy and happy
passengers leave the ship in hope that they will
reappear for another Polar voyage.

The doctor/patient relationship is interesting.
Most doctors act as independent contractors to the
patient. They do not work for the cruise operator.
Their fees are therefore settled directly with the
patient. Not only does the book provide a great
deal of information for the tourist, but it is sug-
gested as a compendium of polar medical back-
ground for any aspiring ship's doctor. It is cer-
tainly along way removed from the "Ship Mas-
ter's Medical Guide" and its rudimentary advice
which was the standard work many years ago.

Tom Irvine
Nepean, Ontario

Jack A. Somer. Ticonderoga: Tales of an En-
chanted Y acht. Mystic, CT: Mystic Seaport
Museum, 1997. viii + 256 pp., photographs,
(b+w, colour), illustrations. US $60, cloth; ISBN
0-393-04613-3. Distributed by W.W. No+ton,
New York, NY.

Ticonderoga: Tales of an Enchanted Y acht tells
the remarkable story of one of the best-known and
best-loved yachts ever built in America. Her
launch in 1936 must rank as one of the least aus-
picious beginnings to a great career ever recorded
in yachting history. Before an illustrious crowd of
invited guests, reporters from two Boston newspa-
pers and members of the yard crew that built her,
Tioga, as she was originally known, stood ready
for launching. After owner Harry Noyes daughter
Hope smashed the champagne (on her second
try), fifty-four tons of yacht began to slide down
the ways. Just seconds afterwards, the starboard
side of the cradle gave way, and the 72-foot yacht
heeled sharply to starboard, grating along the side
of the shed door as she passed through it. When
she hit the water, she lurched back to port, knock-
ing those aboard off their feet and hurling one of
the yard crew over the side.

The guests quickly recovered their aplomb
after this dramatic beginning and so did the yacht,
for Ticonderoga went on to a stellar career and a
secure place in yachting history. Designed by L.
Francis Herrreshoff for Bostonian Harry Noyes,
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she was an enlargement of Tioga, an earlier
Herreshoff yacht which Noyes had briefly owned.

Herreshoff, agreat (and singular) design talent,

created both Tiogas to his own rules. For him, art,
beauty and coherence of design were paramount

virtues. He disdained yachts designed to rating
rules and those created just to win ocean races. It
is atestament to his design skill that Ticonderoga
later went on to win ocean races against just such
yachts. Her most spectacular defeat of aracing
machine was in the 1965 Transpac race, sailed
through Tropical Storm Bernice, where she bested
plywood magnate Cornelius Bruynzeel's light-
weight racer Stormvogel in anear photo-finish.
Thiswas but one victory in acareer littered with
triumphs and racing honors, an interesting life
story for a boat that was originally designed as a
beautiful, fast but comfortable day-sailer.

Since its inception in the 1860s, ocean racing
in yachts has been alarger-than-life sport, and, it
would seem, legendary yachts require larger-than-
life characters to own and sail them. Thisbook is
as much about Ticonderoga's owners as about the
yacht herself. Some notable characters have
walked the decks of this famous yacht, and the
book offers revealing glimpses into the rewards
and challenges of owning ayacht on this scale.

Racing campaigns, refits, yard bills, repairs
and rebuilds al placed demands on the yacht's
owners. Some proved equal to the challenge;
others had to acknowledge, reluctantly, that they
could no longer keep the boat in the manner she
required. All, however, clearly fell under the spell
of her history, accomplishments and character.
More recently, the burden of ownership has been
increased by the knowledge that one has custodi-
anship of an acknowledged national treasure.

Ticonderoga: Tales of an Enchanted Y acht is
a handsome and well-illustrated book, as befits a
yacht of her grace, from yachting artist T.F.R.
Thompson's painting on the dust jacket to the
many stunning black-and-white and color photo-
graphs. The story moves along briskly, recounting
Ticonderoga's eventful life under her various
ownersincluding Scott and Icy Franz, the current
ones, who commissioned the book. Jack Somer
has written a book that belongs on the shelves of
any one with even a passing interest in yachting,
and especially ocean racing, history.

John Summers
Newport, Rhode Island

Kevin J. Crisman and A rthur B. Cohn. When
Horses Walked on Water: Horse-Powered Ferries
in Nineteenth-Century America. Washington, DC:
Smithsonian Institution Press, 1998. xviii + 292
pp., illustrations, photographs, appendices, notes,
bibliography, index. US $37.50, cloth; ISBN 1-
56098-843-6.

Lake Champlain, on the route between the St.
Lawrence and the Hudson Rivers, contains many
wrecks. Most historians have given their attention
to eighteenth-century English warships and
Benedict Arnold's Revolutionary War flotilla,
shipwrecks all lost in this century, due to "indis-
criminate recovery." The archaeological successes
include the gunboat Philadelphia and the
Ticonderoga at Washington and Whitehall, New
York. These vessels served their finite function as
warships often do. Another matter entirely isthe
prosaic, undistinguished horse ferry found in
Burlington Bay adjacent to the town of the same
name. The authors, Kevin Crisman and A rthur
Cohn place the technical development and use of
this vessel type well within the tradition of an
American response to a cash-strapped economy,
technological development and the pressing need
to cross the lakes and rivers that were seen as
barriersto progress.

Boats were single hulled and catamarans. A
singe horse or teams of horses walked on tread-
mills or in a circle (awhim boat) around a central
axis. The horses did not benefit since "sickness
and morality rates were higher" and some, when
put to pasture "continue to walk in circles." Horse
ferries remained in use across North Americainto
the twentieth century but their heyday was during
the 1820s. New Y ork, "the cradle of the teamboat
ferry" had eight including a design by the steam-
boat promoter, Robert Fulton. Why then, in the
face of rapid development of the steamboat did
the horse ferry hang on so long? In a compelling
narrative that covers patent wars, monopoly
rights, the use of venture capital and the driving
force of expansionism the authors illustrate well
the "Yankee" energy so characteristic of the age.
Thisisno ordinary "boat" history.

Part two is a detailed archaeological survey
of the Burlington Bay Wreck. The artifacts, the
hull and machinery are closely examined and
there are first-class illustrations. A problem for
many readers examining technical drawingsisthe
matter of scale, but not here. The drawing by
Kevin Crisman, Figure 63, as an example, "Horse
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Ferry interior profile and deck construction,”
includes the horse in position and a crewmember,
agood way to illustrate the relationship between
two- and four-legged beasts and how the machin-
ery works. Other technical drawings use the same
approach. The lines of the hull are cleanly delin-
eated elsewhere.

The authors, on the use of sawn timber vs.
curved timber raise the issue of technology trans-
fer. They speculate on there being a direct con-
nection between an article by the Royal Navy
shipwright William Hookey in the Repertory of
Arts, Manufactures, and Agriculture, aBritish
journal of 1816, and areading by "any progres-
sive American shipwright.” Their shipwright
candidate is William Annesley, an inventor
"ahead of histime with agood idea." | would
have preferred more on the subject of technology
transfer and perhaps some use of literature outside
the titles in the bibliography. When Horses
Walked on Water is afine piece of work, but
characteristic of agood read, it makes one hunger
for more. It might have benefitted from some
current studies in material culture method and
theory — Learning from Things from the same
press has some items of interest.

The appendices include a patent concession,
a catalogue of the artifacts, and principal dimen-
sion of the Horse Ferry . The twenty pages of end-
notes provide an ideal source of information for
historians planning further work during this
period. The sources include books, newspapers
and periodicals, unpublished primary sources and
scholarly papers and theses. In the bibliography |
missed an old but dated favourite of mine, Emula-
tion and Invention by Brook Hindle who, as an
historian of technology, providesinsightsinto the
"manipulation of images and ideas" that might
have been useful. The illustrations and photo-
graphs are all well chosen including a Canadian
example from Croil's Steam Navigation.

The end when it did come was not due to an
influx of steamboats. "Railroads and bridge
technology spelled the end of the horse powered
boat.” Thisisthe model for abook that every
serious curator would like to write — underwater
archaeology at its best and material culture history
in the narrative style —and can therefore be highly
recommended for the professional reader and
worth looking up by the non-specialist.

Maurice D. Smith
Barriefield, Ontario

Susan Lawrence and Mark Staniforth (eds.). The
Archaeology of Whaling in Southern Australia
and New Zealand. Gundaroo, NSW: Brolga Press
for The Australasian Society for Historical

Archaeology, 1998 [orders to: The Australasian
Society for Historical Archaeology, PO Box 220,
Holme Building, University of Sydney, NSW

2006, Australia).115 pp., illustrations, photo-

graphs, figures, maps, tables. AUS $45 (+ post-
age), US $35 (incl. postage), £22 (incl. postage),

paper; ISBN 1-875-495-22-3.

This publication comprises fifteen papers pre-
sented at a conference at La Trobe University,
Melbourne in 1997. The goal was to draw to-
gether and review the current status of research as
part of acollaborative project (AWSANZ —the
Archaeology of Whaling in Southern Australia
and New Zealand) initiated and directed by the
editors (Lawrence and Staniforth). The project's
principal aimis "to bring together historical arc-
haeology and maritime archaeology in order to
develop an integrated analytical framework re-
garding Australasia's earliest maritime industry,
its associated material culture and cultural land-
scapes.” [7] Animplicit academic focus neverthe-
less recognizes the role of cultural heritage man-
agers and the need to bridge the divide between
academic-based and public-sector archaeology.
The papers are organised into three parts:.
"Regional Overviews of Whaling Research"
(Gojak on New South Wales and Norfolk Island,
Nash on Tasmania, McKenzie and Anderson on
land sites and shipwrecks respectively in Victoria,
Gibbs on Western Australia and Prickett on New
Zealand); "Case Studies' (Staniforth on South
Australia, Lennon on Victoria, Jacomb on New
Zealand); and "Thematic Studies" with papers by
Miles, Chatwin, Pearson, Stuart, Kostoglou and
Lawrence. All are well written and include infor-
mative illustrative material such as site plans,
artefact drawings and photographs, and archival
maps and images. A useful glossary of whaling
termsis given in the preliminaries, but the ab-
sence of a combined bibliography leads to fre-
quent repetition of commonly consulted sources.
The "Regional Overviews' provide good summa-
ries of investigations undertaken to date, many
derived from existing published work, heritage
reports, doctoral theses, and so on. Common
themes emerge, with historically derived informa-
tion presenting a wealth of supporting evidence
for whaling activity, and an array of colourful
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characters.

New South Wales and Norfolk Island in the
South Pacific were on the northern limits of
shore-based whaling in Australia, but as Gojak
notes, [11] the whaling industry that developed
"shares major characteristics of technology and
economic integration with other Australian
states." Entrepreneurial and mercantile aspects of
the whaling industry are alluded to in several
papers, but only Gojak questions[ 19] how ar-
chaeologists might "identify the material signa-
tures of entrepreneurial capital ?'

Whaling was an economic activity, not only
providing a valuable export but also stimulating
the rise of a free economy in which men could
invest, trade or work. It promoted local shipbuild-
ing and coastal trade; the development of port
facilities and infrastructure; opened up uncharted
bays and new areas for settlement; and, resulted in
interactions between Europeans, Aborigines and
Maori which were initially marked by equality
and reciprocity. Whaling was one of the few
industri es where the crew were shareholdersin
the voyage, multicultural crews being treated on
an equal footing. Furthermore, it was an industry
which did not deny the presence of women, either
on board ship or on shore, as many whaling logs
and settlers diaries bear evidence.

Many of these issues are identified in this
volume as areas in need of further research.
Additionally, however, the "economic integra-
tion" of the industry also requires attention. With
the exception of Chatwin, whose "Thematic"
paper, "If the Government Think Proper to Sup-
port It: Issues of Relevance to Australian Whaling
in the Demise of the British Southern Whale
Fishery," [87 ff.] givesasuccinct historical ana-
lysis of factors influencing British and Australian
whaling in the early half of the nineteenth cen-
tury, thereislittle discussion of the strategic,
political and economic circumstances affecting
the whaling industry at thistime. Some authors
are clearly confused by the seemingly "compli-
cated" patterns of shipping ownership; the types
and tonnages of vessels employed in the industry;
and the rapidity with which ships entered and | eft
the trade. [Pearson, 93] Y et there is a substantial
volume of published work by British and Austra-
lian maritime historians (notably A.E.G. Jones)
which provide explanations for many of these
phenomena and reveal the dynamic and innova-
tive mercantile operations of nineteenth-century
businessmen, shipowners and shipping agents

whose multi-faceted interests crossed many boun-
daries, and for whom, whaling was generally only
one of several business roles (see for instance
Frank Broeze, Mr. Brooks and the Australian
Trade [Melbourme, 1993]). Failing to "fully
integrate maritime information,” as Dan Byrnes
emphasised in 1988 (" Outlooks for England's
South Whale Fishery, 1784-1800, and “the Great
Botany Bay Debate'," The Great Circle 10, No. 2
[ 1988], 79-102), prevents the web of "formerly
apparently unrelated data on maritime activity"”
from being untangled — and historians should not
be overlooked in this process.

Of all the papers, Parry Kostoglou's "The-
matic" contribution "*When whaling was a War'":
An Examination of Conflict in Tasmanian Bay
Whaling," stands out as a pioneering example of
the type of analysisthat may be achieved as an
outcome of the AWSANZ project. Based on
extensive field and archival research of whaling
sitesin South Australia and Tasmania, many of
which are all but obliterated above ground and so
do not immediately tell a compelling story, Parry
eloquently and successfully bridges the divide
between the "academic” requirement for an
"intellectual" analysis, and the "public" need for
a captivating, informative interpretation which
sees the people employed in the whaling industry
as much the victims of this economic enterprise as
the whales upon which they preyed.

Myra Stanbury
Fremantle, Western Australia

Lance E. David, Robert E. Gallman and Karin
Gleiter. In Pursuit of Leviathan: Technology,
Institutions, Productivity, and Profitsin American
Whaling, 1816-1906. Chicago and London:
University of Chicago Press, 1997. xii + 550 pp.,
figures, tables, maps, illustrations, bibliography,
indices. US $80, £63.95, cloth; ISBN 0-226-
13789-9.

This book brings a useful and somewhat unique
perspective to the growing literature on whaling.
It is both highly statistical and highly readable. In
Pursuit of Leviathan is the eighth publication in
the National Bureau of Economic Research
(NBER) series on "Long-term Factors in Eco-
nomic Development.” Two of the three principal
authors, Lance Davis (California Institute of
Technology) and Robert Gallman (University of
North Carolina) are research associates of the
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NBER, while Karin Gleiter is amember of the
Carolina Population Center at the University of
North Carolina. To fully appreciate this book, it is
important to understand that the object of the
NBER " isto ascertain and to present to the
public important economic facts and their inter-
pretation in a scientific and impartial manner."
This, then, isapublication of data and statistical

analysis. It is also a manuscript which benefits
from the fact that much of the material has "ap-

peared, in preliminary form, in other publica-

tions." Feedback from this experience obviously
helped compensate for the fact that Davis and
Gallman only became interested in whaling as a
focus for ajoint research project after they had
begun a search for data which would enable them
to comment "on technical change and productiv-
ity improvement in the nineteenth-century United
States." Neither of them, they confess, "had any

idea of doing a study of whaling."

On an early visit to the Baker Library at the
Harvard Graduate School of Business the team
"laid hands on" Joseph Dias manuscript on
whaling, a collection of information on 4,127
New Bedford whaling voyages that took placein
the years 1783-1906. This data set subsequently
became the core of their research effort and,
fortunately for scholarsinterested in virtually any
aspect of commercial whaling, "the plan of a
paper exclusively devoted to technology and
productivity expanded into a short monograph,
and then into avery long book on the economic
history of American whaling."

The authors claim that there are lessons to be
learned from the American whale fishery that are
germane to modern interests. This well-structured
book is concerned with these lessons. The first
three chapters identify objectives and methodol-
ogy, offer aclear and concise appraisal of data
sets and sources, and provide the historical and
biological footings for all that follows: natural
resources; labour; capital; technology; productiv-
ity; markets; agents, captains and owners; and
profits. There are also chapterstitled "The Ameri-
cans Replace the British," "Modern Whaling,"
and "In Retrospect."

Although this volume is a fine piece of work,
it will have little appeal for the general public,
and will be most useful to scholars with a quanti-
tative bent. It has arich empirical core, able
statistical analysis, and reasonable and perceptive
interpretation. The authors not only add signifi-
cantly to our understanding of an already

well-studied industry, but their approach serves as
amodel which will stimulate whaling research by
both new and established academicsin an increas-
ingly diverse range of disciplines.

The book is not entirely without flaws. From
an organizational point of view, for instance,
incorporation of chapter twelve, "The Americans
Replace the British," with chapter two, "Whales
and Whaling," would provide a more comprehen-
sive historical setting for the statistical focus of
the book. More importantly, it would also rectify
my only real quibble with the book. The many
differences between the American whale fishery
and British Northern whaling in the nineteenth
century are too great to permit valid comparison,
afact which, curiously, the authors seem to
understand and acknowledge. As well, separate
chapter appendices (ninety-two pages) seriously
disrupt the narrative of a sometimes difficult text.

On the whole, however, thisis abook of a
quality beyond its rather prohibitive list price. It
bears all the hallmarks of prodigious research.
The authors objectively set out the facts and
intelligently discuss the multi-varied aspects of a
large-scale, spatially complex, technologically
diverse and long-lived industry. It will richly
repay reading, even for those who know some-
thing of the American whale fishery specifically,
and commercial whaling generally.

Chesley W. Sanger
St. John's, Newfoundland

Robert Jay Wilder. Listening to the Sea: The
Palitics of Improving Environmental Protection.
Pittsburgh, PA: University of Pittsburgh Press,
1998. xv + 269 pp., illustrations, photographs,
notes, bibliography, index. US $45, clath; ISBN
0-8229-4059-0; US $19.95, paper; 0-8229-5663-
2.

Listening to the Sea is atimely pleafor ecological
sengitivity, disciplinary integration, a holistic ap-
proach to the environment and the political
change necessary to make it all happen. Divided
into seven chapters, the first is concerned with the
history of the "proprietorship” of the seafrom the
Roman Empire, focusing primarily on the estab-
lishment in the eighteenth century of the three-
mile limit. Wilder makesit clear that consider-
ations leading to control of the seas were eco-
nomic, political and military. With very few
exceptions, no thought was given to ecological
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considerations.

Chapter 2 is concerned with the question of
control of tidelands oil off the coast of the United
States and how this question, after much debate
over many years, led during the Eisenhower
administration to firm state control within the
three-mile limit, but to federal control beyond
three miles. Once again the issues were political
and economic with "little thought ... given to
creating an integrated and cooperative regime to
conserving marine resources..."

Chapter 3 describes the demise of the three-
mile limit, the three United Nations Conferences
on the Law of the Sea, the subsequent failures of
fisheries management, concluding that the causes
of the failures are: first, arbitrary lines of control
in the sea where the lines have no ecological
meaning; second, the narrow outlook of manage-
ment bureaucracies; and third, the abuse of the
seas by countries exerting sole management
within the 200-mile limit.

In Chapter 4, Wilder returns to the question
of offshore oil and disputes between several states
and the federal government over the authorization
of offshore drilling. Environmental conservation
becomes central here and the discussion veers off
into a pleafor reduced energy use and the use of
alternative energy sources. What is needed in the
short term, according to Wilder, is " cooperative
ocean governance" with full recognition of
"states rights.”

Chapter 5 is concerned with the prevention of
environmental problems and elaborates upon the
concept of the "precautionary principle" which
has been increasingly accepted in international
forums over the past fifteen years. There follows
areview of relevant United States' legislation.
Chapter 6 is concerned with the roles of "hard"
and social sciences in environmental policy
making, closing with pleas for "more holistic
environmental governance" and " science-based
ocean governance." The book closes with a brief
Chapter 7 providing alist of recommendations
that would move society towards a "more refined
kind of ocean governance,” including, among
others, decentralizing authority, preventing
overcapitalization of fisheries and limiting fish
bycatches.

Does the book present a coherent account of
what is the problem together with arealizable
political program for solving that problem? The
problem is so well known by this time that a new
description of it should not be necessary. Y et

Wilder offers ample evidence with vivid descrip-
tions that there isamajor problem. The historical
material iswell presented, although there is room
for questioning the interpretations offered (in
1938 was Roosevelt only interested in expanding
federal power or did the fact of impending war
affect his actions — this possibility is never raised
in Wilder's rush to describe the deprivation of
states rights). Other than a focus on political

power there islittle explanation for what is being
described. Economic pressure arising from con-
centrated economic power (of the oil companies,
perhaps) rarely, if ever, appears as a factor.

Wilder describes the search for alternative power
sources after the 1973 OPEC crisis, and the
ultimate failure of this search but without any
analysis of who derailed the effort and why. At
ti mes Wilder acknowledges scientific ignorance,
but then neglectsit in "explaining” what iswrong
with our oceans policy. He calls for cessation of
overcapitalization of fisheries and of subsidiesto
fisheries. Such calls have been common in
Canada, for instance, for forty years with little
having been done about it. Why? Until we under-
stand that "why" we are likely to make little
progress. Wilder does not help in this regard.

Finally, the overweening thrust of the book is that
substantial progress would be made if only there
were more local control over oceans policy. After
reading Wilder's book, this reviewer remains
unconvinced.

William E. Schrank
St. John's, Newfoundland

Tim S. Gray (ed.). The Politics of Fishing. New
York: St. Martin's Press, 1998. xvii + 257 pp.,
maps, tables, figures, index. US $69.95, cloth;
ISBN 0-312-21410-3.

Despite the relatively small numbers now depend-
ent on fishing in developed countries and its very
minor contribution to their GNPs, fishing com-
mands aremarkably high political profileand is
perpetually involved in conflict and controversy;
hence the relevance and interest of a book ad-
dressed specifically to the politics of fishing. This
volume comprises fifteen chapters by a broad
spectrum of authors and is the outcome of a con-
ference organised in 1996 by the political scientist
and editor Tim S. Gray, who contributes the
introductory and sum-up chapters. The authors
include seven academics from several disciplines
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along with avariety of fisheries administrators
and representatives. It provides, mainly by a
series of case studies, afine analysis of the web
and hierarchy of interacting factors that condition
political decision-making in relation to fishing.

The book is also important in being domi-
nantly but not exclusively on the area of the
Northeast Atlantic, the part of the globe with the
longest history of modern intensive exploitation,
and an areawhich is of special interest in that
fishing for the big majority of the countries
involved is governed by the multi-national Com-
mon Fisheries Policy (CFP) of the European
Union — a circumstance which inevitably compli-
cates the process of decision-making. Arguably
the CFP shows the modern problems of formulat-
ing and operating fisheries policy in a democratic
context at their most acute. There are also chap-
ters on Norway and Iceland, and these serveto
show that while unitary national control obviates
certain big problems of the CFP, it is no panacea
for ills. In fisheries policy and management it is
clear that as well as effective biological conserva-
tion, there needs to be provision for interested
groups to have an effective voice in the formula-
tion of policy and that compliance with the rules
needs to be enhanced. Any involvement of inter-
est groups to date has mainly been of fishermen
and has tended to sideline other groups such as
processors. With qualified exceptions in some
countries, management has been on atop-down
basis; while there has been some consultation of
interest groups, these have had little direct in-
volvement in the formulation of policy. There
have been considerable background problems
with the pressures for greater economic efficiency
which has been articulated mainly in adesire to
privatise what has been a common-property
resource by means of individual transferable
guotas (ITQs); but this has been at odds with the
social objectives of maintaining stakeholder
interest and the maintenance of employment
levels and of communities. Problems have also
been due to greater uncertainties in the stock
assessments by fisheries scientists than was
realised until recently.

Central to the content of the volume are the
vexatious problems of the CFP: despite the pro-
longed ten-year wrangle by which it was ham-
mered out, it comes under stricture from a series
of angles. Its basic official objective has been to
give a stable framework for the fisheries backed
by legal sanctions; and to this end it enshrined the

key principles of long-term resource conservation,
open access for community fleets, and fixed
proportions of total catches (quotas) for member
countries. However by general consensus it has
failed: the civil servant Charles Cann speaks of
"the inherent tendency to anarchy" in fisheries
and of failure being the "almost inevitable result
of conflicting forces." To Tim Oliver, afishermen
turned journalist, the quota system of the CFP has
had "tragic results' and produced a "political and
bureaucratic quagmire.”

Several of the contributors see regional
devolution and decentralisation of management
within European waters as integral to the way
ahead; and while this could be more sensitive than
the present monolithic structure in coping with the
problems of different maritime regions, it would
give added problems in maintaining a fully co-
ordinated system with equity.

This book certainly presents a thoughtful and
up-to-date airing of the problems of effective
fishery management and of their political context.
It recognises that the basic framework for man-
agement must be set by political decision, and
explores how the decision-making process could
be improved and management made more effec-
tive and more acceptable to the interest groups.
Y et fishing now operates against a resource
ceiling in circumstances where it is accepted
orthodoxy that economies should expand and
living standards rise; and this makes conflicts and
controversies inevitable. Certainly some of the
ideas advanced here stand to improve decision-
making and management; but it is scarcely likely
that they will remove fishing from the pit of
political controversy.

James R. Coull
Aberdeen, Scotland

Poul Holm and David J. Starkey (eds.). North
Atlantic Fisheries: Markets and Modernisation.
Fiskeri- og Sgfartsmuseets studieserie, nr. 9;
Esbjerg: Fiskeri- og Sefartsmuseet for North
Atlantic Fisheries History Association, 1998
[order from: Center for Maritim og Regional
Historie, Tarphagevej 2, DK-6710 Esbjerg V,
Denmark]. 203 pp., maps, figures, tables, Dkr
150, paper; ISBN 87-87453-85-1.

This slim, unpretentious volume isthe ninth in a
series of scholarly works on the fisheries of the
North Atlantic published by the North Atlantic
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Fisheries History Association. It comprises a
collection of papers presented to a symposium
sponsored by the NAFHA at Thérshavn, Faroe
Islands, in September 1996. According to the
book's preface, the purpose of the gathering was
to encourage postgraduate research in fisheries
history and to draw new scholarsinto this ne-
glected field of study.

With that goal in mind, the editors have pre-
sented ten brief but heavily documented historical
essays on avariety of fisheries-related subjects,
two by established scholars and eight by graduate
students or recent doctorate recipients. The stud-
ies range chronologically from the early Middle
Ages to the mid-twentieth century and cover
topics relating to the medieval fisheries of Hol-
land, Germany, Denmark, and Iceland, as well as
the more historically modern industries of Great
Britain, Norway, Greenland, and Spain. The
emphasis is on socioeconomic developmentsin
the cod and herring fisheries of the respective
countries, but political and technological themes
have not been neglected, and other species, such
as hake, haddock, and salmon, are also discussed.

Two serious omissions mar the presentation.
Thefirst isatotal lack of any North American
component in the included papers, an oversight
that prevents the collection from fully living up to
itstitle; the "northeastern Atlantic" fisheries more
accurately describes the book's subject content,
which focuses largely on northern European
activities. The second omission, atime gap,
resultsin little attention being given to the criti-
cally important nineteenth century; instead, four
of the papers cover the dawn of recorded fisheries
history from the thirteenth to the seventeenth
centuries, while five of the remaining six concen-
trate exclusively on the twentieth century.

From the reviewer's perspective, the first
half of the broken chronology is the most compel-
ling, although others might easily disagree, de-
pending upon individual interests or areas of
specialisation. Carsten Jahnke's essay on regulat-
ing the medieval Baltic fisheries, for instance,
anticipates concerns that linger to the present day
in terms of resource conservation and rational
marketing. Similarly, Annette de Wit's study of a
seventeenth-century Dutch fishing community
shows in fascinating detail how industry problems
related to working conditions, labour contracts,
marine insurance, and vessel ownership changed
little from the Holland of that time to the United
States and Canada of two hundred or more years

later.

Thisis not to dismiss the essays on the later
period. Two stand out in particular. Bjorn-Petter
Finstad's analysis of post-World War Il fisheries
policy in northern Norway graphically illustrates
how the onset of public planning and investment
after the war changed the Norwegian cod fishery
forever. On a quite different subject, Guinevere
Glasfurd provides an enlightening glimpse into
the serpentine Machiavellian behavior of the
Unilever Corporation of Great Britain, which
entered the offshore ground fisheries in the 1930s
not to fish but indirectly to extract its overseas
profits from unrelated business activities in Nazi
Germany. As Glasfurd's historical sidebar makes
clear, the Unilever of the prewar period was truly
amultinational in the spirit of our own freewheel-
ing business era.

All of the articlesin this compilation are in-
tensively and exhaustively researched, using
primary materials with an emphasis on govern-
ment documents and mercantile records. The
serious scholar will have to overcome the obstacle
that many of the sources and bibliographical
listings are not in English. The lay reader will also
find that the writing is occasionally less than
scintillating. Thisis primarily awork for fisheries
history specialists, and the uninitiated will find it
heavy slogging at times. The ponderous style of
some of the essaysisinevitable in an academic
collection, and the problem is magnified by the
needs of translation and the emphasis on pre-
doctoral graduate research.

Nevertheless, for those with the interest and
inclination, a careful perusal of these papers will
prove rewarding. At the very least, readers will
come away with alesson applicable to today's
conventional economic wisdom. In contrast to the
prevailing and often unquestioned belief in the
timeless efficacy of unfettered free markets, one
of the contrary constants of the fishing industry
throughout history, these essays show, has been a
pervasive government involvement in the form of
public regulation, planning, and subsidy, without
which most national fisheries of the last millen-
nium could not have thrived or even survived.
That useful corrective alone, whether intended or
not, makes North Atlantic Fisheries aworthwhile
publication.

Wayne M. O'Leary
Orono, Maine
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Raoul Andersen. Voyage to the Grand Banks: The
Saga of Captain Arch Thornhill. St. John's, NF:
Creative Publishers, 1998. xxii + 351 pp., photo-
graphs, map, notes, bibliography, appendices
(tables), index, glossary. $19.95, US $15.95,
paper; ISBN 1-895387-25-6.

Thisisthe memoir of afishing captain who spent
most of hislife at deep-seafishing, primarily on
the Grand Banks of Newfoundland. It was written
in 1975-76 under the guidance of Raoul Ander-
son, an anthropologist at Memorial University of
Newfoundland, who also interviewed Thornhill
and who provides introductory comments, explan-
atory endnotes, maps, an appendix and glossary.
Thornhill had carried his autobiography through
from his birth in 1901 to the end of his 1951
fishing season, when his sudden death in 1976
brought his project to an end. Andersen eventu-
ally assembled the book we have before us.

Thornhill's memoir is presented to usin
chapters beginning with his family's early strug-
glesto earn aliving from the lobster and cod
fisheries of Fortune Bay, Newfoundland. Here we
see away of life that has only been hinted at by
other observers. In the tiny outport of Anderson’s
Cove, the Thornhills and other families struggled
to make aliving from the nearby seas and from
the land which could provide little in subsistence
agriculture but contained generous stocks of birds,
rabbits and caribou. Thornhill, like many young
teenagers of his generation, was determined to
join the ships which fished the nearby banks and
the distant Grand Banks. Unlike most of his peer
group, however, Thornhill was ambitious and
wanted not only to become a bank fisherman, but
to rise to the rank of captain.

Chapter two introduces us to Thornhill's
teenage years on board the primitive bank ships,
and from that point on the deep sea fishery re-
mains the focus of this memoir. His first com-
mand at age twenty-six, his marriage, setting up
his household in the town of Grand Bank, and the
birth of hischildren are all described carefully,
but it is his command of his ships and his experi-
ences at seathat receive most of his attention. We
learn of the hardships of this fishery and the
misery of the Great Depression; we sympathize
with Thornhill's circumstances in finding himself
with only ten dollars one Christmas, half of which
was spent on arocking chair for hislittle daugh-
ter. (Although for many Newfoundland families
during this period, this amount of cash would

have been considered a small fortune.)

Thornhill's fortunes took aturn for the better
in 1943 when he was hired to take over a major
boat for an excellent firm. His earnings increased
and he was able to buy a new house that same
year. Later, in 1948, he was appointed by Job's
Fisheries Ltd. to captain one of the firm'sfirst
steam trawlers to prosecute the bank fishery out
of St. John's. In that year he was able to buy a
housein St. John's, leaving the relatively new one
in Grand Bank vacant. He was an enormously
successful fishing captain; in that first year, 1948,
his crew members shared thirty-seven percent of
the gross value of the total catch, receiving $3600
each after the customary practice of paying for
their food. (Compare these wages with the $750
earned by the highest-paid teacher —amale prin-
cipal [headmaster] — in the parish of Harbour
Gracein 1947-48.)

Captain Thornhill describes himself as afair
and reasonabl e skipper. However, he had been
trained in a cold, wet, relentless business in which
he was lucky to get an hour's sleep each night; in
which men rowed out in dories and caught the
fish on linesin all kinds of weather and at great
risk to their lives; in which the fish had to be
cleaned and processed and salted at the end of
each day's fishing — and in an erawhen fishermen
often made nothing from the voyage. Conse-
quently, after 1948, when the fishing technology
had moved to trawling, dory fishing was elimin-
ated and the lengthy salting process had been
replaced by icing the fish down in pounds,
Thornhill seems to have thought that his men
should work indefinitely as long as the pay was
relatively good. Thus, he could find humour in an
anecdote about keeping his crew fishing and
splitting day and night through a January storm,
having convinced another skipper to stop fishing
because the weather was "not fit for adog." [265]
To work for sixty to seventy hours without rest
was not unusual for Thornhill's crew. And with
high wages and a scarcity of work, he had no
difficulty in keeping his men: "They could be
replaced easily," he explains, "as there were
always other men waiting for a berth." [268]

Y et none of this detracts from the fact that
Thornhill was a hard-working, intelligent man
who, practically by his own efforts, became the
most successful, respected, and highly paid
fishing captain in Newfoundland. His account and
the editing, extensive notes, and explanatory
comments provided by Andersen make this book
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required reading for anyone interested in New-
foundland's fishery and way of lifein the first
half of the twentieth century.

Shannon Ryan
St. John's, Newfoundland

Robert Parsons. Survive the Savage Sea: Tales
from our Ocean Heritage. St. John's, NF: Cre-
ative Publishers, 1998. xvi + 334 pp., photo-
graphs, illustrations, appendices, sources, indices.
Cdn $19.95, US $15.95, paper; ISBN 1-895387-
96-5.

Thisisapopular collection of sixty-three "tales’

about the misadventures and tragedies of New-
foundland vessels at the height of the coastal

schooner era during the late nineteenth and early
twentieth centuries. The author, Robert Parsons,
presents his material in avein similar to his
previous writings. Having compiled his stories
from bits and pieces of hewspaper accounts, some
oral history and folklore, Robert Parsons provides
much information on obscure marine tragedies.
He moves his chapters geographically from the
island's west coast from Corner Brook and the
Bay of Islands northwards in clockwise fashion,
ultimately returning to the southwest coast and the
famed natural "wind tunnel" at Wreck House. For
the most part, its content consists of an uncritical

narrative that sometimes borders on hagiography,
in the manner of"our toilers of the sea" as heroes.
It isindeed meant to inspire and to make readers
more aware of Newfoundland's rich maritime
heritage. For these reasons and at this level, the
book is"agood read."

These stories are delivered in a straightfor-
ward, matter-of-fact summary manner. Though
they all deal with the same general theme, thereis
aremarkable diversity among them. For example,
in his account of the well-known sinking of HMS
Raleigh in 1922, he concentrates instead on the
Sandbeach, a salvage tug, which apparently blew
up carrying away explosives from the main ship.
In the course of describing the sequence of events,
Parsons also provides much interesting informa-
tion on the salvage process, including names of
companies and individuals, aswell as brief dis-
cussions of related legal proceedings which, to
my knowledge, have not been recorded else-
where. In astory about the Wimoda, a sealing
vessel trapped in 1949 in ice off the Northern
Peninsula, we learn about survival procedures

under inclement conditions. Elsewhere, one gains
aglimpse into the incidence of shipwreck, asin
the case of the Saucy Arethusa one of whose crew
members, Cecil Anstey, found himself in such a
predicament six times during his days at sea. One
wonders at the plain bad luck of the crew of the
Kinsman who not only found themselves ship-
wrecked in 1921 but, in returning home, also
trainwrecked close to Curling. The final story
concerns the now abandoned former home of
Lauchie McDougall, "Gale Sniffer Extraordinary
to the Newfoundland Railway." It existed on a
stretch of coastline, infamous even today for the
high winds that sometimes reach 140 kilometres
per hour and more off the Table Mountains,
occasionally lifting rail cars off their tracks. This
was aso where in 1915 the surviving crew of the
wrecked schooner |zetta found refuge.

The careful reader can find interesting infor-
mation here on individual communities and har-
bours, storms, community reaction to disasters,
ship insurance, customs agents, population statis-
tics, seasonal labour, the fishery, the seal hunt, the
merchant, the sailor, sermons and funeral prac-
tices. The book is enhanced throughout with
images of various sorts: photos, posters, prints,
and newspaper articles. Thereis also the occa-
sional poem, song lyric, letter, telegram, and
recollection. There are scattered references to
government and judicial reports. In addition the
inevitable number of ship, crew, and passenger
lists provide a sense of who helped to make this
history. On the whole, it is a grim but fascinating
record and, as the author claims, a powerful
testimony to this ocean heritage and both to those
who succumbed and to those who survived it.

Rainer Baehre
Corner Brook, Newfoundland

Lynn Tanod (text) and Chris Jaksa (photography).
Guiding Lights: British Columbia's Lighthouses
and Their Keepers. Madeira Park, BC: Harbour
Publishing, 1998. 112 pp., colour photographs,
maps, sidebars. $34.95, cloth; ISBN 1-55017-186-
0.

Tanod and Jaksa's coffee table book Guiding
Lights poses and answers the questions about
lighthouse keepers: "Who are they?' "What do
they do?' "Why do they do it?' [6] An introduc-
tion sets the scene by describing the origins of
lighthouses in British Columbia and comments
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about the keepers and their duties. The authors
devote a separate chapter to each lighthouse and
group the chapters by geographic area. Every
chapter of Guiding Lights gives the date and
circumstances (usually shipwrecks) under which
each lighthouse was established, along with the
local peculiarities of weather and sea. The con-
cluding chapter presents highlights of the authors'
visits to lighthouses. It also discusses the implica-
tions of the government policy of de-staffing the
lighthouses. Ironically, a few months before
publication, in 1998, the Minister of Fisheries and
Oceans Canada announced that "the keepers at the
rest of B.C.'s lighthouses would stay."

The inside cover has an eye catching and
easy-to-read outline map of the British Columbia
coast depicting the location of all lighthouses and
indicating which are staffed and which are un-
staffed. However, the authors' names in white
lettering on the outside cover tend to blend into
and get lost in the photograph.

Guiding Lights describes many but not all of
the lighthouses in British Columbia (seventeen
out of twenty-seven staffed, and five out of eight-
een unstaffed), although a prospective reader
might presume by the title that it describes them
all. A statement to explain that some staffed
lighthouses were not visited by the authors and,
ideally, why they were not visited would have
prevented this confusion. As the book contains no
index, readers interested in a particular lighthouse
must leaf through the entire book in search of
their quarry. Each chapter presents the lighthouse
location on two vividly coloured outline maps.
The first shows the entire coast of British Colum-
bia, the second is a more detailed local map
providing ample reference to the site at a glance.

The colour photographs use imaginative
camera angles and unusual centres of interest. For
example, a photo looks downward into the inside
of the lens of the Langara Island light. Another
shows a boiler cast ashore from a wrecked schoo-
ner being battered by surf at Pachena light. Typi-
cally each chapter has a photograph of the keeper
and his family, the lighthouse itself, and an activ-
ity such as the Coast Guard "delivering" groceries
or a keeper playing the bagpipes. Many of the 119
photographs in this book cry out to be framed.
They range in size from a few centimetres to
double page spreads. The captions provide in-
formation which complements the text. Thus, a
photograph of the staircase within the Estevan
light includes a caption which reveals that "visit-

ing Coast Guard ship crews have a running wager
on the fastest ascent of the 155 steps up...[the]

spiral staircase." [53] Sidebars often add a titbit of
information such as Minnie Paterson's gruelling
trek on a stormy night in 1906 to get help for the
sinking barque Coloma. The scenes are imagina-
tively composed showing night, dawn, sunshine,

rainbows and fog. Most depict relatively calm
seas. However, almost every keeper describes a
dramatic rescue in a storm. Several photographs
of turbulent seas would convey a more balanced
representation of the text.

The lively prose, liberally sprinkled with
quotations from the keepers, captures the feeling
of visiting the lighthouse and having a personal
conversation with the keeper. Guiding Lights
keeps its focus on material provided by present
day keepers. For tales of early keepers the authors
refer the reader to Donald Graham's books K eep-
ersof the Light and Lights of the Inside Passage.

The armchair adventurer will feast on the
vivid, visual pictures of remote areas in Guiding
Lights. Photo hobbyists will be guided and in-
spired by Mr. Jaksa's imaginative composition
and innovative camera angles. Students of human
nature will be intrigued by the personal interviews
with those who choose this life of isolation.
Guiding Lights thoroughly answers the questions,
"Who are the people who choose this career?",
"What do they do?", "Why do they do it?"

Suzanne Spohn
West Vancouver, British Columbia

Bob MacAlindin. No Port in a Storm. Latheron-
wheel, Caithness, UK: Whittles Publishing, 1998.
xii + 146 pp., photographs, illustrations, bibliog-
raphy and source notes. £12.95, paper; ISBN 1-
870325-37-0.

Although lightships are fairly well represented
among preserved historic vessels, their bibliogra-
phy is slim, so this small volume makes a wel-
come addition. It is not intended as a scholarly
work, being rather a tribute to "the forgotten
heroes of the bobbing red beacons." [vii]

The author has a pleasing style of writing,
and rapidly convinces the reader that working on
a lightship was indeed hard and dangerous work.
The crew of the Proudfoot Shoal were not re-
lieved in the eleven years 1883-94 — and that on
a vessel at Latitude 10°32' South! The dangerous
part is illustrated with cases from all around the
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world of light vessels sinking, foundering, break-
ing up, getting run down by their "customers" and
being sunk in wars.

For those whose previous knowledge is
dlight, there are some remarkable revelations: one
characteristic type of accident was dragging or
losing the anchor(s) in heavy weather and being
driven onto whatever hazard the vessel was
supposed to be marking, asin the tragedy of
LV90 (South Goodwin) in 1954. The extraordi-
nary fact is that no British lightship was ever
fitted with mechanical propulsion, apparently on
grounds of economy: vessels provided in the
interests of safety at sea were rendered dangerous
to their crews by a parsimony which must have
made Samuel Plimsoll uneasy in his grave. It
would have been good to see afew numbers, to
show how the risks compared with those in other
maritime occupations, though these would proba-
bly be difficult to isolate. In particular they would
not show up disasters like that when LV North
Carr lost her moorings: the vessel and her crew
were saved, but the eight-man crew of the
Broughty Fer ry lifeboat died.

The episodes described are horrifying, but
eventually one wearies of storms and dragged
anchors. There are some splendid disaster-free
stories, such as that of Robert Stevenson's use of
the LV Pharos as afloating base for the early
stages of construction of the Bell Rock light-
house, or the bizarre "rescue" by the Falls light-
ship of aparty of Belgians who crossed the Chan-
nel in 1997 in twenty-four inflatables to go shop-
ping in Ramsgate and got caught in a storm on
their way back. Thereis also afair amount of
good information about the technology and
operation of the lights and other equipment as
well as the vessels themselves.

Unfortunately, alot of thisinformation is
spread around the book in an apparently haphaz-
ard way, so that, for example, the invention of the
Fresnel lens appears in one chapter, a sho rt di-
gression into different kinds of lamp oil in another
and the technique of wick-trimming in athird.
This prompted scrutiny of the contents page to try
to work out exactly what the rationale of the
chaptersis. Nearly al are titled with the name of
avessel or astation, but there is no chronological,
geographical or technical order to them: it is not
explained in the Introduction and | still do not
understand it. A good index would do much to
mitigate the difficulty, but thereisno index at all.

In short, thisisa"good read," interesting and

informative stuff, but if one wished to use it asa
reference book, (which, to befair, is not the
author's intention) finding thingsin it would be
infuriatingly slow.

Adrian Jarvis
Liverpool, England

Ralph Shanks and Wick Y orks; LisaWoo Shanks
(ed.). The U.S. Life-Saving Service: Heroes,
Rescues and Architecture of the Early Coast
Guard. Petaluma, CA: Costafio Books, 1996 [P.O.
Box 355, Petaluma, CA 94953, USA]. Preface +
262 pp., illustrations, photographs, maps, notes,
bibliography, index. US $34.95, hardcover; ISBN
0-930268-15-6; US $21.95, paper; ISBN O-
930268-16-4.

Many books have been written about America's
lighthouses, but another important marine safety
service in United States waters has only recently
attracted public and academic interest. Formally
established in 1878, the United States Life-Saving
Service (USLSS) was the predecessor of the
modern-day Coast Guard rescue service. Origi-
nally begun as avolunteer lifesaving effort in the
late eighteenth century, the USL SS evolved into
an extensive system of rescue stations on the east
and west coasts of the continental United States,
aswell as on the Great Lakes.

The U.S. Life-Saving Service: Heroes, Res-
cues and Architecture of the Early Coast Guard
presents a comprehensive view of the history of
the USLSS. The service had its rootsin the Mas-
sachusetts Humane Society, formed in 1785.
Small, unattended "Humane Houses" were con-
structed along remote areas of the Massachusetts
coast to shelter shipwrecked mariners. By the
mid-nineteenth century, lifeboat stations had been
established on the New Jersey and New Y ork
coast, but not until 1871 were there any regula-
tions governing the operation of the stations.
Beginning in 1878, under the dynamic leadership
of General Superintendent Sumner |ncrease
Kimball, the life-saving service experienced rapid
growth and increased efficiency; by 1915 when
the USL SS was merged with the Revenue Cutter
service, it had saved 150, 000 lives.

The information presented in the book has
been divided into seventeen chapters, alternating
between the life-saving stations in specific states,
and chapters about keepers and surfmen, rescue
boats, life-saving equipment, women and minority
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peoplein life-saving, and the architecture of
lifeboat stations. Authors Shanks and Y orks have
researched all aspects of life-saving, and through
their writing emerges a picture of highly dedi-

cated (and underpaid) men and women who often
gave their lives for the safety of others. By its
very nature, life-saving was an extremely hazard-
ous occupation; men were even killed during
practice sessions (capsize drills were the most
dangerous). Keepers and surfmen worked in
horrific weather conditions to save lives, in some
cases rowing twenty miles just to get to the scene
of awreck. Work-related diseases such as rheu-
matism and tuberculosis, to say nothing of sprains
and broken bones, took their toll. Overall, the
danger faced by keepers and surfman was
summed up by the surfman’'s motto "Y ou have to
go out, but you don't have to come back." [32]

At its peak in 1914, the USLSS had 279
active stations on the east and west coasts and on
the Great Lakes. Station types varied from state to
state, and included Florida's family-operated
Houses of Refuge, Kentucky's floating lifeboat
station and the standard life-saving stations
established on the Pacific and Atlantic coasts. The
U.S. Lifesaving Service features photographs of
amost every life-saving station in the country,
along with rare views of dramatic rescuesin
dangerous sea conditions. The photos also high-
light the functional and aesthetic elements of life-
saving buildings developed in different areas of
the country ; more than thirty architectural styles
evolved between 1848 and the early 1930s.

The U.S. Life-Saving Service isaveritable
encyclopaedia of information about the formative
years of organized life-saving in the United
States. Vivid accounts of rescues are combined
with a plethora of information about the people,
the architecture and the legacy of the USLSS. The
book is an excellent, comprehensive reference
source, which also captures the essence of a
service dedicated to the saving of lives under
extremely adverse conditions. The book is also
important as arecord of the evolution of life-
saving architecture, and of the men who designed
the stations. The authors are to be commended for
their detailed research and their effortsto preserve
records of aservice crucia to the safety of mari-
nersin American waters.

Chris Mills
Ketch Harbour, Nova Scotia

Daniel Allen Butler. "Unsinkable": The Full
Story of RMS Titanic. Mechanicsburg, PA: Stack-
pole Books, 1998. xii + 292 pp., maps, photo-
graphs, appendices, glossary, notes, bibliography,
index. US $19.95, cloth; ISBN 0-8117-1814-X.

The most publicized and written-about marine
disaster of all time must be RMS Titanic. There
are now dozens of books about the ship, analysing
its particulars, construction, passengers and crew,
the last dinner aboard, the wireless messages, the
sinking, world reaction to the sinking, the press
accounts, the religious implications, the discovery
of the wreck, the salvage of its artifacts, etc. etc.

There are books on Titanic for serious ship buffs,
for historians, for the general public, and for
children. There are numerous fictional offerings,

including three science fiction works — Clive
Cussler's Raise the Titanic, Arthur C. Clark's
Ghost from the Grand Banks, and Robert
Serling's Something's Alive on the Titanic!

Do we therefore need yet another book on
Titanic? In this case, we do. Daniel Allen Butler
has carefully sifted through the seemingly innu-
merable facts and minutiae to assemble a detailed
account of Titanic, from construction and launch
until the most recent dives to recover a shattered
piece of theliner's hull. Filled with details, this
book will be an essential addition to the Titanic
historian's library, or for any scholar or member
of the public —including libraries — interested in
a comprehensive review, with all the available
evidence, of what transpired with this ship from
when it was launched, through that long, terrible
night, and in the years and decades that followed.
Itisalogical successor to Walter Lord's A Night
to Remember, Wyn Craig Wade's End of the
Dream, and Michael Davie's Titanic. Butler
brings us up to date with "Unsinkable. "

Butler's chapters review the origins of the
ship, her construction, maiden voyage, the colli-
sion with the iceberg, the sinking, the aftermath,
with its body recoveries and burials, inquests and
lawsuits, rediscovery, the numerous dives and
recoveries from the wreck, and a summary chap-
ter in which Butler assesses the meaning and
significance of Titanic. He also includes summa-
ries of the controversy surrounding the Leyland
liner Californian and the conduct of her master,
Captain Stanley Lord, what became of many of
the players aboard Titanic, and concludes a
fascinating epilogue on the behaviour of Captain
Edward J. Smith of Titanic on that fateful night.
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The shortcomings of "Unsinkable " arein its
assessment of what has happened to the ship since
its rediscovery in 1985. More than 150 dives have
been made, considerable controversy (only briefly
mentioned) has erupted, and travelling exhibitions
of recovered artifacts are touring No rth America.
More discussion of thisissue is needed. Consider-
able legal battles, over who has the right to sal-
vage the wreck, control of the intellectual prop-
erty, and control of RMS Titanic, Ltd., the com-
pany salvaging the wreck, have been waged. This
should be reviewed in more detail. Much material
has been raised, and a detailed analysis of the
iceberg damage and sinking has been conducted.
And of course, James Cameron has made his film.
In fairness to Mr. Butler, the naval architectural
analysis and the film came just as he was doubt-
less putting his book to press.

So, to repeat the question, do we need an-
other Titanic book? Absolutely. Butler's book
fillsin some needed gaps and paves the way for
the next Titanic book I'd like most to see — a
detailed archaeol ogical account of the wreck on
the bottom, and what we have or have not learned
from over a decade of recovery from this scat-
tered, broken hulk.

James P. Delgado
Vancouver, British Columbia

Atle Thowsen. The Underwriters Follow the
Fleet: From Norwegian Underwriters Agency to
Scandinavian Marine Claims Office, Inc., 1897-
1997. Bergen, Norway and Stamford, CT: Bergen
Maritime Museum and Scandinavian Marine
Claims Office, 1998 [ordersto: Bergen Hull Club,
Olav Kyrresgate 11, P.O. Box 75, N-5001 Ber-
gen, Norway or Scandinavian Marine Claims
Office, 1 Landmark Square, Stamford, CT 06901-
2601, USA]. 280 pp., photographs, illustrations,
figures, sources, index. NOK 250, US $35, cloth;
ISBN 82-7064-040-9.

In the world of ship broking and financing, the
insurance business is one area where relatively
few substantial works have been published. This
becomes very apparent when we compare with
what has been published on shipowning and ship
management. Atle Thowsen's book on Scandina-
vian Marine Claims Office, Inc (SMCO) is there-
fore avaluable contribution to the literature on
maritime history, for he focuses on one of the
(often unknown) pillars of the shipping industry,

the insurance industry and its partners.

Few industries are able to take advantage of
the international market quite the way shipping
can. It isatruly international business, and invari-
ably involves a complex network in which owner-
ship, financing, constructing, building, repairs,
manning, and so on is not limited to national
borders. Thisis especially so when it comesto
insurance, as Thowsen explains and analysesin
this book. He puts the story of SMCO into the
larger context in order to demonstrate the com-
plexity of modern society in general and the ship-
ping industry in particular. A network of good
and reliable partnersis essential for profitable
shipping. In The Underwriters Follow the Fleet,
Thowsen is aso able to profit from his research
on war insurance and shipping during World War
I1, thereby giving his book an added dimension.

SMCO can trace its roots back to the era of
sail in Norway, and Thowsen demonstrates that it
was shipowners in Bergen who pushed for the
appointment of a common surveyor and average
agent in New Y ork. In September 1897 the posi-
tion of surveyor in New Y ork for iron and steam
ships was advertised, and in 1927 the office was
given the name Norwegian Underwriters
Agency. The name was then changed in 1959 to
Scandinavian Marine Claims Office Inc..
Thowsen analyses and describes how the com-
pany evolved through the years, and how it re-
mained both flexible and dynamic as it adapted to
the changing shipping world.

Because SMCO operates as a middleman
between the underwriters and a ship's representa-
tives, personal attitudes may have been more
important than is the case in other sectors of the
shipping industry. It istherefore logical that the
present book lays a strong focus on the directors
of the company. Thisin turn suggests that this
part of the industry is heavily dependent on strong
entrepreneurs.

Finally, it should also be mentioned that the
present book has a very attractive lay-out. Thisis
very much due to the work of Tore L. Nilsen, the
illustrations editor. He has done a remarkable job
of putting together pictures which clearly demon-
strate why there is a need for a Scandinavian
marine claim office; shipping is very obviously a
risky business. The choice of illustrations there-
fore complements the text in an excellent way.

Due to the international aspect of the ship-
ping industry, and the large historical interest all
over the world, the publishers should be congratu-
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lated for bearing the costs of translating this work
into English. This English edition makes it possi-
ble for non-Scandinavians to learn more about
this dramatic part of shipping history.

Anders Martin Fon
Teansberg, Norway

Peter Ifland. Taking the Stars: Celestial Naviga-
tion from Argonauts to Astronauts. Malabar, FL:
Krieger Publishing and Newport News, VA: The
Mariners Museum, 1998. xvi + 222 pp., photo-
graphs (b+w, colour), illustrations, figures, appen-
dix, glossary, suggested reading, index. US $59,
cloth; ISBN 1-57524-095-5.

Just as Henry Ford's Model T put the horse out of
business, today's global radio navigation aids are
putting the sextant out of business. Libraries and
bookstores are overstocked with books dealing
with the automobile over the past century, yet few
books are truly authoritative on specific manufac-
turers and for specific eras. Similarly, few of the
many books available on navigation through the
ages offer an authoritative discussion of the
transitions brought on by technological change.
Peter Ifland, aretired US Navy deck officer, and
collector of hand-held navigation equipment for
the past thirty years, is one of those exceptions. In
his book, he describes the progress made from
earliest times to the end of the celestial navigation
era. The book isrichly illustrated with many
colour photographs, some black and whites, lines
drawings (some original and some redrawn for the
book), and old wood cut illustrations. An unoffi-
cial count shows that he visited at least sixteen
marine museums in six countries, photographed
eleven instruments that predate the advent of the
double reflecting sextant that we all know,
seventy-seven conventional marine sextants,
seven accessories such as artificial horizons,
seven box (or pocket) sextants, fourteen distance
measuring sextants (or stadimeters), and thirty-
three aviation sextants. Very few of these instru-
ments are credited to any museum and the re-
viewer therefore supposes that most of these
instruments are from his personal collection,
which can now be seen at The Mariners Mu-
seum, Newport News, Virginia

To find your way by the stars, it'sall in the
angles — the angle between the horizontal (or
vertical) and a star, or even the angle between one
celestial body and another. The more accurate the

measurement of these angles, the more precisely
the navigator can fix the ship's position north or
south (latitude) and east or west (longitude) from
some reference point. In the first chapter, Ifland
describes the evolution of the celestial navigation
instruments from the Arabian Kamal, which
measured the altitude as the length of string
needed to hold a piece of wood of fixed length
away from the eye, the astrolabe, which hung
vertically with arotating arm with two peep-
sights, the quadrant, which had a sighting line and
a plumb-bob, to the cross-staff which worked on
the same principle as the Kamal but with a cross-
stick on a squared-dowel. Things became more
elegant with the Davis quadrant which meant that
one did not have to look directly at the sun nor in
two places at once. The evolution finally pro-
gressed to the double reflecting principle used in
the modern sextant. Altitude of the mid-day sun
or of Polaris provided latitude.

In Chapter 2 Ifland discusses measuring the
angle between the moon and either the sun or a
star to determine time. Elevation of celestial bod-
ies at a known time then provided a solution for
longitude. There is accordingly a short description
of the time-specific events: eclipses of the sun
(four times a year) and moon (three times a year);
and eclipses of the moons of Jupiter (once every
two days). These, however, were only available to
the shore-based surveyor, not to the mariner. The
mariner had to measure the often large lunar-
distance angles and hence the development of
sextants capable of angles up to 160 degrees or
more. Accompanied with the need for measuring
large angles was the need for accurate
Ephemerides. This work was done at various
observatories, such as Greenwich with the first
Nautical Almanac published in 1766 for the
following year.

The third chapter deals with the materials
and construction of sextants, structural rigidity,
size and weight to improve performance. The
technical advancements of machine dividing of
the arc, vernier scales, drum micrometers, and
quick release mechanisms are mentioned in
Chapter 4, while the optics, mirrors, prisms,
filters, sighting tubes and telescopes comprise
Chapter 5. Thisisfollowed by a chapter which
explains the mariner's solution for obtaining an
horizon when it was not visible by using spirit
levels, reflection off a horizontal surface (mer-
cury), gyroscope, pendulum, etc. Chapter 7
illustrates special instruments for use in land



92

The Northern Mariner

surveying, hydrography, and cartography. Naval
officers would be interested in the examples of
distance determining devises by measuring the
angle subtended by a known distance (e.g., height
of mast). The last chapter outlines the develop-
ment of sextants for dirigible, aircraft, and space
craft uses. The Epilogue describes the death-knell
of sextants, the Global Positioning System (GPS).
There is an appendix of patents listed alphabeti-
cally by inventor, aglossary of terms used in the
book, and a comprehensive list of 108 suggested
readings, from the 1767 Almanac to Dava Sobel's
1995 book on longitude.

The quality of the photographsis fantastic,
the lines diagrams are excellent, and the text is
informative, though | occasionally found the des-
criptions unwieldy without the instrument in my
possession. Overall, however, thisis an excellent
book particularly worth its purchase price.

David Gray
Ottawa, Ontario

John MacDonald. The Arctic Sky: Inuit Astron-
omy, Star Lore, and Legend. Toronto and Igaluit,
NWT: Royal Ontario Museum and Nunavut
Research Institute, 1998. x + 314 pp., maps,
figures, colour photographs, illustrations, notes,
bibliography, index. $29.95, paper; ISBN 0-
88854-427-8. Distributed by the University of
Toronto Press, Toronto, ON.

John MacDonald has lived and worked in the
Arctic for many years. For the past twelve years
he haslived in Igloolik, NT working as the Direc-
tor of the Igloolik Research Centre (part of the
Nunavut Research Institute). In this, hisfirst
book, he explores many aspects of the Arctic sky
from an Inuit perspective. MacDonald adopts a
holistic approach, not only examining astronomi-
cal phenomena but also explaining their meaning
and place in Inuit cosmology. The reader learns
how Inuit envisioned the universe and the active
role they played in its maintenance. As such, the
book is much more than its title suggests.
MacDonald uses a broad brush to paint his
portrait of the Arctic sky drawing from Inuit oral
history, written accounts of anthropologists and
astronomers, and personal observation. Numerous
excellently trandated quotations from Inuit elders
provide rich detail and colour. MacDonald isto be
commended for allowing the elders' own words to
speak for them. Inuit traditional knowledge is

being lost at an alarming rate. Of the elders
quoted in this volume, over athird have passed
away in the last five years. Fortunately, some of
their knowledge lives on through this volume and
the tapes recorded for it.

Compared with other cultures, the Inuit have
relatively few named constellations. MacDonald
examines possible reasons for this, including loss
of traditional knowledge, long periods of twenty-
four hour daylight and frequent winter hazes that
obscure even a cloudless night sky. A standard
star chart identifies Inuit constellations. Each
constellation is then illustrated and described.
There are similar sections on the planets, sun and
moon. The sun section is particularly informative,
as the author describes the ceremonies attending
the reappearance of the sun in January after an
absence of several months.

The book continues with chapters on "The
Atmosphere," "Navigation" and "Time." In these
the author explores the role astronomical pheno-
mena played in weather prediction, navigation
and as seasonal indicators. In keeping with his
holistic approach, the author does not limit his
discussion to the role of astronomy, choosing to
provide the reader with a more complete under-
standing of these topics and thereby adding to the
book's value. One example of thisisthe chapter
on navigation. To European explorers and whal-
ers, navigation in the Arctic was hazardous. The
frozen ocean presented an almost insurmountable
barrier. Moving ice crushed ships while frozen
straits prevented navigation through the North-
west Passage. In contrast, the Inuit lived and
travelled on the land-fast ice and hunted in the
moving pack ice. MacDonald helps us to under-
stand how the Inuit were able to navigate on the
land, sea and ice. He does not focus solely on star
navigation. Instead, he demonstrates how I nuit
made use of all available information to ascertain
their position describing the use of snow drifts,
winds, tides, currents, inuksuit (stone cairns),
animal behavior and even dreams.

The Inuit have wonderful legends about the
origins of the sun, moon and stars. MacDonald
rightly concludes the book with two chapters of
legends. The first was entirely collected by the
author in Igloolik while the second was gleaned
from previously published sources. The author's
comments on these legends are insightful and
assist the reader to understand the deeper spiritual
meanings of these fascinating traditions.

This volume benefits immeasurably not only
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from the author's domicile in the north but also
from his careful research and checking and re-
checking of information with elders. It iswell
written, clearly laid out and readily accessible to
ageneral audience. There is some repetition, but
this does not affect one's overall enjoyment of the
book. Thisis abook one can easily dip into over
and over again. It should certainly be read care-
fully by anyone with any interest in the Inuit, the
north, astronomy, cosmology or shamanism.

Susan Rowley
Pittsburgh, Pennsylvania

Evelyn Edson. Mapping Time and Space: How
Medieval Mapmakers Viewed Their World.
London: British Library, 1998. xii + 210 pp.,
illustrations, colour plates, tables, notes, bibliog-
raphy, index. $60, cloth; ISBN 0-7123-4535-3.
Distributed in Canada by the University of To-
ronto Press, Toronto, ON.

Thetitle of thisinteresting and well-illustrated
monograph is a nice précis of the author's thesis:
medieval cartography had a diachronic dimension
and was meant to represent human geography in
time aswell asin space. Since many, even most,
existing medieval maps survive in books rather
than as separate documents, it is possible to break
with scholarly tradition and attend to the sur-
rounding text and diagrams, rather than simply
abstracting medieval maps as examples of primi-
tive cartography. Evelyn Edson is not the first to
take this approach, but she does an excellent job
of summarizing the implications of reading med-

ieval maps in context. The conclusion to which
sheisdriven, that these are maps of time as well

as of space, is not the only way of accounting for
the notorious "inaccuracy” of medieval maps, but
it does suggest an important factor in the oddness
of these representations to the modern eye. Signif-
icantly, there was no single word for "map" in the
Middle Ages and it was, as Edson argues, no
accident that some medieval maps were simply
called "histories" by their makers.

The book summarizes what we know of the
classical cartographic tradition and examines the
influence of early Christian authorities, like
Isidore of Seville and Bede. There follows alucid
explanation of the computus, i.e. the vexed prob-
lem of calculating the date of Easter, with a
discussion of this calendrical problem as a context
for medieval science and for several important

medieval maps and diagrams. Edson also dis-
cusses maps surviving in medieval histories, as
well as histories without maps and maps without
histories — notably the magnificent thirteenth-
century Hereford Cathedral mappemundi. Many
areillustrated, with significant details enlarged
and explained. A few important maps are dis-
cussed but not illustrated. (Here one suspects the
dead hand of restrictive reproduction policies
beyond the influence of the publishers.)

Mapping Time and Space iswell laid-out, not
simply on the page but heuristically as well.
Edson summarizes current topicsin early cartog-
raphy with considerable wit. The work is not
oriented towards maritime history, in fact that
would be contrary to spirit of historicism in which
it is framed. The author discusses the emergence
of portolan charts briefly but she makesit pretty
clear that, with a few exceptions, the seas on
which most maritime historians prefer to embark
were peripheral to the medieval vision of the
world. Thisisjust one of the thought-provoking
implications of this excellent work.

We might also consider the ways in which
the medieval cartographic framework was accu-
rate: from the existence of Africato the south, to
the conception of Eurasia as a huge mass of land
surrounded by water, to speculation about the
existence of a continental antipodes, and a vague
notion of Thule in the northern seas beyond
Britannia and Hibernia. The idea that the earth
was flat was distinctly a minority view, promoted
by Cosmas Indicopleustes or "Mr World
i
Alexandrian merchant-turned-monk as a sixth-
century Ross Perot, convinced that his business
acumen could bring common sense to the confu-
sions of geography. It is useful to see this populist
world view within the perspective, so to speak, of
the more complex and ultimately more scientific
spiritual and historical traditions of the millen-
nium.

Thisisthefirst in anew series of British
Library Studiesin Map History, which the pub-
lishers promise will comprise well-written and
well-illustrated books by leading scholars, pre-
senting recent research to awider audience. The
present publication is a good start. Reasonably
priced, given its extensiveillustrations, it deserves
aplacein scholarly libraries.

Peter Pope
St. John's, Newfoundland
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Peter Whitfield. New Found Lands: Mapsin the
History of Exploration. London: The British
Library, 1998. viii + 200 pp., illustrations (colour,
b+w), figures, photographs, bibliographical note,
index. £25, cloth; ISBN 0-7123-4557-4.

Kees Zandvliet. Mappingfor Money: Maps, Plans
and Topographic Paintings and Their Rolein
Dutch Overseas Expansion during the 16th and
17th Centuries. Amsterdam: De Bataafsche
Leeuw/Batavian Lion International, 1998. 328
pp., illustrations (b+w, colour), figures, tables,
appendices, notes, bibliography, index. T 85-,
cloth; ISBN 90-6707-456-X.

The subject of exploration and historical cartogra-
phy has seen the publication of many worksin the
last decade. The anniversary of Cabotian and
Columbian explorations has done much to ener-
gize thisfield of history. However, most books
have concentrated either on the documentary
evidence, i.e. the narratives, or on the carto-
graphical evidence.

As always debates arise over the interpreta-
tion of documentary evidence and the cartograph-
ical record is often used as proof or complemen-
tary evidence for theory X or Y. In New Found
Lands, his latest of many books on the history of
cartography (including The Image of the World:
20 Centuries of World Maps and The Mapping of
the Heavens and The Charting of the Oceans. Ten
Centuries of Maritime Maps), Peter Whitfield
takes a different slant. This book has one clear
purpose: to document the intellectual context of
exploration. Not only are we presented with a
wonderful collection of illustrations and a solid
exposé of the history of world exploration, but we
are also provided a detailed commentary of the
shifting intellectual context. Once again, the span
of thiswork is breathtaking. Peter Whitfield tries
to cover as much of history as possible by starting
with the ancient world and taking us to the explo-
ration of our neighbouring planets.

Whitfield dedicates entire chapters to major
episodes of the history of exploration, discussing
for instance the role of maps in reporting the
eastern voyages of Marco Polo. These views,
along with Polo's narrative, were a principal
motivation for the age of discovery. The lure of
the east was the major catalyst for the subsequent
exploration campaigns of the Portuguese, Span-
ish, English, French and Dutch. The search for a
transatlantic passage to the Indies and China gave

birth to the so-called discovery of the New World
and the Northwest Passage. Once Western Europe
acquired ataste for exploration and colonisation,
the subsequent charting of the oceans, the conti-
nents and the poles was only a matter of time.

Each phase of these European enterprisesis
discussed and illustrated with contextual maps.
Through this careful and precise narrative of
exploration, the shifting cartographic representa-
tion of the world becomes easier to understand.

Whitfield also comments upon the shifting
motives for exploration. Until the nineteenth
century, colonialism and empire building were the
main forces driving this enterprise. However,
polar exploration marked the point at which
exploration was motivated solely by the search for
knowledge, thus opening the door to the spirit
which animated interplanetary exploration and
space based cartography.

Peter Whitfield's style is always clear and
concise. Thisisdirectly imputable to the fact that
he has near complete mastery of the subject and
very acute knowledge of every map and explorer
discussed. The relevance, scope and clarity of the
illustrations are to be noted.

Kees Zandvliet's Mapping for Money, much
narrower in scope and purpose than most books
on cartography, is more akin to a scholarly disser-
tation relating the importance of mapping in
Dutch exploration in the sixteenth and seven-
teenth centuries. Anyone who has ever been
interested in the history of mapping of any conti-
nent has undoubtedly come across the names of
Blaeu, Van Keulen, Visscher and Plancius. Kees
Zandvliet's book is therefore an excellent way to
discover, in much detail, the contribution of
Dutch cartography and exploration in the shaping
of European mapping.

The book begins by investigating the influ-
ence of Portugal and Spain and moves on to early
years of Dutch cartography. The evolution of the
mapmaker's education and status are closely
studied. Thisis particularly important because
Zandvliet argues that Dutch expansionism and
economic importance during this era were directly
related to the improvements in the quality of
education and training. In the ensuing chapters
which make up the bulk of the work, Zandvliet
deals with map and chart making as a fundamen-
tal tool for economic prosperity within the Dutch
East India Company (VOC) and the Dutch West
India Company (WIC). The crucial role of the
Blaeu family, de Graaff, Doncker, Vingboons,
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Van Keulen and Vooght in the history of these
companiesiswell developed.

Zandvliet also discusses topics other than the
importance of cartography in Dutch expansion-
ism. Hetiesin many links between map making
and art and the representation of the mapmaker in
Dutch painting. With the expansion of the Dutch
economic empire, the map soon became more
than a fundamental tool; it also became a work of
art, astatus symbol and symbol of economic
wealth. Although the main focus of thisbook is
related to the history of cartography in the Nether-
lands, the study of the underlying blueprint can be
of benefit to any cartography scholar.

Mapping for Money has well-documented
appendixes, thoroughly researched and complete
notes, alarge index and arich bibliography. Both
works are highly recommended.

Marc Cormier
Toronto, Ontario

Joseph C. Schnaubelt and Frederick Van Fleteren
(eds.). Columbus and the New World. American
University Studies Series X, History, Vol. 185;
Bern and New Y ork: Peter Lang Verlag, 1998. x
+ 207 pp., figures, illustrations, index. sFr 60,00,
DM 75,00, US $42.95, £26, FF 240,00, OS
500,00, hardback; 1SBN 0-8204-3736-08.

The flood of publications loosed by the quincente-
nary of Columbus' epic voyage shows little sign
of subsiding. This latest reappraisal of the man
and his achievement comprises nine papers origi-
nally presented to gatherings held between 1991
and 1993 under the auspices of the International
Patristic, Medieval and Renaissance Conference
at Villanova University. The intention was to
consider the European intellectual background to
the voyage, the voyage itself and its aftermath.
These sensible and laudabl e objectives are hardly
met by the resultant volume. The essaysit con-
tains constitute, in their nature and scope, an
idiosyncratic, not to say eccentric, approach to
such notable themes. Editorial control would
appear to have been minimal, so that while some
papers are amere four or five pagesin length, one
— and by no means the most important — hogs
much of the available space, taking up twenty-
five pages and with a further twenty-one pages of
notes and a bibliography as well.

The overall coverage of the proposed topic is
unbalanced and inadequate. Six essays are de-

voted to the background to 1492, but only one to
the voyage itself and two to its aftermath. Particu-
larly unsatisfactory are the essays providing the
so-called Prologue and Prolegomenato 1492. The
discussion of Columbus' well-known and aston-
ishing religious fervour is scrappy and marred by
the assumption that his Book of Prophecies re-
mains unpublished. But there are still stranger
things to come. Bourke pointlessly argues that
Columbus might never have attempted his voyage
had he heeded the opinions of St. Augustine.
Allan Back goes a step further with a totally
irrelevant account of the thought of the eleventh-
century Muslim philosopher known in the West as
Avicenna and itsimpact (or rather lack of) in
Europe from the Middle Ages to the days of
Immanuel Kant. Hardly more germane to the
theme of the voyage is Saliba's essay urging that
Arabic astronomical learning was not in decline
during the Age of Discovery and tracing the
possible impact of Arabic scholarship in Christian
Europe. The remarks, however, on the early
history of the astrolabe in the West are somewhat
unfortunate. Rather more useful, though hardly
adding much to what is already known, are the
overlapping contributions by Buisseret and West
on the actual and potential sources of Columbus
geographical knowledge and opinions, and on the
early mapping of his discoveries.

Only when it turns to the voyage and its
consequences does the book come alive. A leng-
thy contribution by Kelly confirms the widely
accepted view that Columbus was a dead reckon-
ing navigator. It usefully surveys the techniques
of seamanship and navigation in the early modern
centuries, though some of the information is
rather loosely tied to the Columbus voyage. There
are also some curious errors of fact or interpreta-
tion. That remarkable, if unlovable, seaman
Captain William Bligh RN, is said to have com-
manded what is described as a " company" ship,
while Columbus allegedly performed the remark-
able feat of "running close-hauled into the wind."
However, the collection is rounded off with two
good and challenging pieces. In a cogent and
sharply-focussed essay Muldoon stresses the
degree to which medieval ideas, practices and
institutions underlay the beginnings of Europe's
overseas expansion, and offers a deft analysis of
the reasons why the Spanish crown rested itstitle
to authority in the New World on a papal grant.
But the final essay by McNeill on the biological
and ecological consequences of 1492 is the most
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remarkable. Basing himself on the findings of
Alfred Croshy he outlines how diseases, crops,
domestic animals, weeds and pests from the
Eurasian landmass affected the Americas after the
Columbus voyage. He speculates as to why Africa
was for so long much more successful in resisting

European incursions and colonization of the
Americas. And he concludes with awide-ranging
survey of the impact of New World maize and
potatoes in the Old World. Here indeed imagina-

tion soars as he urges — surely with tongue in
cheek? — that the potato thwarted Cromwellian
schemes for Ireland and underpinned German

militarism, whilst maize was responsible for

social dislocation in Rumania, the aggressiveness
of Serbs and sparked off World War | into the
bargain. Such visions are worthy of Columbus
himself and do something to rescue an otherwise
disappointing evaluation of the Admiral's
achievements and influence.

G.V. Scammell
Cambridge, England

Harry Kelsey. Sir Francis Drake: The Queen's
Pirate. New Haven, CT and London: Yale Uni-
versity Press, 1998. xviii + 566 pp., maps, illus-
trations, notes, bibliography, index. US $35,
£22.50, cloth; ISBN 0-300-07182-5.

Francis Drake grew up in aworld in which Eng-
land was largely interested in fostering trade with
the Baltic countries and Northern Europe. Portu-
gal and Spain on the other hand were developing
links with overseas territories, the former pushing
into the Indian Ocean and beyond while Spain
amassed wealth from its conquests in South
America and from trade across the Pacific while
at the same time endeavouring to suppress
Protestant unrest in the L6w Countries.

Some English merchants traded successfully
with the Spanish mainland, but others who sought
to trade in the Caribbean and Central America
met with deceit or a hostile reception. In frustra-
tion they turned from time to time to strong-arm
tactics, taking Spanish vessels by force and ap-
propriating their cargoes. It was while sailing with
his relatives, the Hawkins, that Francis Drake
began to develop his reputation as the scourge of
Spain. Engaged ostensibly in legitimate trading,
albeit embarking slaves from West Africa, squad-
rons of small shipswould set out from England
and return with richer pickings, much to the

delight of backers. Although as the author points
out that the term "privateer" was yet to be coined,
thisin effect is a convenient way to describe
Drake's activities, since he was operating with the
full knowledge of the Crown and its advisors.

Kelsey retells the story of Elizabeth's princi-
pal sea-dog with skill. A third of the book istaken
up with appendices, notes and an extensive bibli-
ography but into the remainder he has condensed
the whole Drake story, not only introducing the
reader to the accepted version of events but also
offering an opportunity to explore alternative
theories. By the end of the narrative it would be a
brave person indeed who would choose Drake as
a shipmate, friend or business partner. His knack
of turning on those close to him is unnerving;
indeed, his tendency to adopt a God-like attitude
as voyages progressed foreshadowed the wave of
Puritanism that was to sweep Britain a century
later.

There are so many books about Drake that an
author must be hard pressed to make his own
contribution stand out from the others. The subti-
tle The Queen 's Pirate has an attractive romantic
ring about it. Kelsey clearly believes Drake was a
pirate because he loses no opportunity to describe
the activities of the man and his crew in such a
light — indeed too much so. From his description
of their activities there is no way they can be
likened to the stereotype pirate of legend who
murdered and pillaged for personal gain. To use
acurrent expression Drake was a " state-sponsored
terrorist." Y es, Spanish citizens were killed from
time to time, but not in any systematic fashion.
More often than not, having inconvenienced his
captives, he would reward them and let them go.
The most serious charge that can be laid against
Drake and his men was religious bigotry. Time
and again we are told that his crewmen crushed
rosaries under foot, damaged crucifixes, defiled
and destroyed church plate and desecrated the
interiors of Catholic churches. Thiswas pointless
vandalism whose sole aim was to cause distress.
To this day aspects of the British constitution
continue to reflect this bias.

That criticism aside this book will be a useful
addition to the library of anyone interested in the
period providing as it does a quick means of
accessing the totality of the subject.

Norman Hurst
Coulsdon, Surrey
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James McDowell. José Narvéaez: The Forgotten
Explorer. Including His Narrative of aVVoyage on
the Northwest Coast in 1788. Spokane, WA:
Arthur H. Clark Company, 1998. 189 pp., illustra-
tions, maps, appendices, bibliography, index. US
$32.50, cloth; ISBN 0-87062-265-X.

Narvéez was one of that small group of Spanish
pilotos (non-commissioned officers) whose
individual contributions to the exploration of the
Pacific northwest coast have been largely over-
looked. This book fills one such gap.

Narvaez was only twenty when he was
appointed Segundo Piloto of the San Carlos
captained by Gonzalo L épez de Haro, the second
ship of an expedition in 1788 to the Gulf of
Alaska commanded by Estéban Martinez. One of
the most impo-tant Spain sent north, it confirmed
to the Spanish authorities reports of Russian
activity in waters Spain claimed as hers and, more
importantly, intelligence of a possible Russian
expedition to occupy Nootka Sound.

Narvéez' journal of this expedition, narrated,
translated and edited by the author, forms almost
half the book. In many respectsit is atypical
journal of a Spanish piloto: factual, observant, but
almost impersonal. Thus, he has nothing to say
about the bitter disputes which poisoned the
relations between the two commanders, perhaps
because Martinez threatened him with arrest if he
did so. To have thisjournal availablein print for
the first time isto be welcomed.

Narvéez returned north again in 1789 under
Martinez to occupy Nootka and was sent in the
seized Northwest America that Meares had built
at Nootka, restored and renamed the Santa
Gertudis|a Magna, to explore the entrance to the
Strait of Juan de Fuca. He was thus the first
Spanish explorer to investigate Clayoquot Sound,
Barkley Sound and the Strait as far as Port San
Juan. Following the decision to reoccupy Nootka
after its temporary abandonment in October,
1789, Narvéez returned under Francisco de Eliza.
In 1791, Elizain the San Carlos and Narvéez in
the schooner Santa Saturnina explored Haro
Strait and Georgia Strait. Two important results
were the first chart of Haro Strait and Georgia
Strait and Narvéez' discovery of the entrance to
Vancouver harbour, ayear before George Van-
couver. McDowell devotes a chapter to his unsuc-
cessful effortsto locate Narvaez' lost journal of
thisimportant expedition. Thisis to be regretted
as Narvaez did the major part of the exploring.

Narvéez' progress up the ranks was painfully
slow but he remained in the Spanish navy until he
became involved in the early stages of the Mexi-
can independence movement and accepted a
commission of lieutenant in the nascent Mexican
navy. A full chapter is devoted to this phase of his
career. He died in Guadalgjarain 1840.

There are useful appendices devoted to the
dimensions of the Santa Saturnina, its manifest,
and a glossary of place names. Y et some errors
were also noted. The fur trader Barkley was
English, not American; and his ship was the
Imperial Eagle, not the American Eagle. [ 10] The
San Carlos was not built in LaHavana but in
Manila, hence the name, El Filipino, by which she
was often called. [20, 98] The Santa Saturnina
was not the last metamorphosis of the Northwest
America but put together from sections taken of f
Colnett's Argonaut in San Blas, re-loaded onto
Eliza's Concepcion, taken to Nootka and there
assembled with the addition of some locally cut
timber. [51, 168] Students of Spain's contribution
to our maritime heritage will also question some
of the author's statements, such as Narvéaez was
the first European to chart the interior of the Strait
of Juan de Fuca [38] (that was Manuel Quimper
in 1790), or that "Bodega decided to make
Martinez the scapegoat for evacuating Nootka'
[42]; the outgoing viceroy, Manuel Flores, never
informed his successor, Revillagigedo, that he had
recalled Martinez.

Freeman M. Tovell
Victoria, British Columbia

José Torrubia. The Muscovitesin California, or
rather Demonstration of the Passage from North
America Discovered by the Russians, and of the
ancient one of the peoples who transmigrated
there from Asia. Rome, 1759; facsimile reprint,
Fairfield, WA: Y e Galleon Press, 1996. xi + 83 +
83 pp.. US $19.95, cloth; ISBN 0-87770-563-1;
US $14.95, paper; ISBN 0-87770-587-9.

Although there is an extensive literature on early
English and French exploration and settlement in
North America, much less attention has been paid
to Spanish explorations and claims of the same
period. Y et for awhile Spain, too, was a major
player in North America, with pretensions to
lands yet unexplored and concern about the threat
of incursions by other powers. In thislittle book,
published after hisreturn to Spain after many
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yearsin the Philippines and New Spain asamis-
sionary, Father Torrubia warns that Spanish
realms on the Sea of Californiawere threatened,
not by the English, who spent two futile centuries
searching for a searoute linking the Atlantic and
Pacific Oceans, but by the Russians.

Making his case, Torrubia discusses the
claims of discovery attributed to the mythical
Admiral Bartolomeo deFonte and corroborated by
the dubious Juan de Fuca, Lorenzo Ferrer de
Maldonado, and Fray Antonio. The latter had
described a Strait of Anian, with shores allegedly
peopled by Muscovites (Russians). Prevarication
and rumour flourished during the early years of
the Age of Discovery, when credence was often
given to "information" later thrust aside by more
reliable explorations.

In the long run, both Spain and Russia failed
in their efforts on the Norch American Pacific
Coast and were supplanted by the British, whose
mastery of the sea was soon affirmed by Cook
and Vancouver. And even the British would be
displaced by the as yet unknown power of the
Americans, who would dominate the maritime fur
trade and occupy the Oregon Count ry and Califor-
nia. Torrubias book istherefore little more than
an historical curiosity. Still, inits own day, it was
areasoned attempt, using the information then
available, to judge the course of future eventsin
the New World. The translation is ably done —
and having the tranglation and the original Italian
version in the same volume permits the reader to
compare the two.

Like other titlesfrom Y e Galleon Press, the
book is durably and attractively bound, and an
example of fine printing. Unfortunately, there are
anumber of typographical errors.

Richard A. Pierce
Kingston, Ontario

John De Wolf. A Voyage to the North Pacific.
Cambridge, MA, 1861; facsimile reprint, Fair-
field, WA: Ye Galleon Press, 1998. [13] + iv +
132 pp., map, illustrations, index. US $19.95,
cloth; ISBN 0-87770-560-7; US $14.95, paper;
ISBN 0-87770-620-4.

This short travel account is aclear, simple remi-
niscence that the author had privately printed in
1861, when he was 82 years old and the events
recalled were half a century old. Intended for his
friends and relatives only, it recounts "principally

from memory" without any subtleties or profundi-
ties the adventures of Captain De Wolf (the
original spelling, but more commonly D' Wolf)

during hisjourney not only to the North Pacific
but also across Siberia (as the title of the first
printing, but not this one, makes clear). Itisa
simply and clearly written story, similar, no
doubt, to the tales that the "White Grandpa' told
his grandchildren in retirement in Dorchester
(now a Boston ghetto).

Notwithstanding these caveats, as well asthe
fact that "Norwest John" knew, by his own admis-
sion, "very little Russ," it is at times an informa-
tive, as well as an enjoyable story, being one of
the few published firsthand accounts of a North-
west voyage, particularly one involving trade with
Russian America (a necessary adjunct for many
American "coasters') and an overland return via
Siberia (D'Wolf was the first American to do so).
The most valuable descriptions for the historian
include those of a perilous collision at seawith a
ship in company, arisky stopover on the Spanish
Main at Valparaiso, Chile, arendezvous with
other "Boston" ships at Newhitty at the northern
tip of Vancouver Island, a characterization of
Sitka's swashbuckling Governor Baranov, Sitka's
winter of starvation of 1805-06 (and a missed
opportunity — D'Wolf was invited but declined to
visit Californiawith Imperial Chamberlain
Rezanov to obtain alimentary relief), an eyewit-
ness treatment of the Sitkan Tlingits, the art of
dogsledding in the Kamchatka Peninsula, and
travel on horseback over the notorious track from
Okhotsk (then Russia's chief Pacific port) to
Y akutsk, on ariverboat up the Lena River from
Y akutsk to the head of navigation, and in a car-
riage through Siberia under the aegis of the
posting system.

Upon his return home, D'Wolf in 1808
married Mary Melville, becoming the uncle-by-
marriage of her nephew Herman; he later became
hisliterary uncle, too, appearing as such in
Redburn and Moby Dick. He christened his only
son John Langsdorff D'Wolf in honour of the
German naturalist and explorer with whom he had
become close friends on his North Pacific voyage.

Glen Adams' Y e Galleon Press has a well-
deserved reputation for making scarce titles
available in attractive format at a reasonable
price; thistitle is no exception. The 1861 printing
was limited to one hundred copies. It was re-
printed in 1917 in the omnibus Tales of an Old
Sea Port. Y e Galleon Press published its first
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printing in hard cover in 1968 as an enlarged
facsimile of the 1861 edition, adding a map of the
route of D' Wolfs voyage (in avessel of twenty-
five tonsl) from Sitka to Okhotsk. This second
printing has been completely reset in a different
type face and format (and the alternate spelling of
the author's surname). The only other edition —
and the most informative (it boasts along intro-
duction and annotations, handsome sketches,
views, photographs, and endpaper maps of some
of D'Wolfs round-the-world journey) —was
published in alimited edition in 1983 by Rulon-
Miller Books of Bristol, Rhode Island, the au-
thor's birthplace.

James Gibson
Toronto, Ontario

Abel du Petit- Thouars; trans. Charles N. Rudkin.
Voyage of the Venus: Sojourn in California. Los
Angeles, 1956; reprinted, Fairfiled, WA: Ye
Galleon Press, 1995. xii + 113 pp., illustrations,
map. US $15.95, cloth; ISBN 0-87770-554-2; US
$9.95, paper; ISBN 0-87770-557-7.

French naval captain Abel du Petit-Thouars sailed
from Brest in the frigate Venus at the end of 1836,
returning in 1839 after an impressive voyage of
exploration in the Pacific. A vast publication pro-
ject followed, producing by 1855 eleven volumes
of text and four folio atlases. This small selection
reproduces only those chapters which cover
Venus visit to Monterey and, more briefly, her
voyage down the coast of Baja California, visiting
Magdalena Bay and Cabo San Lucas. The same
book was first published in alimited, fine edition
by Glen Dawson in Los Angelesin 1956, but has
long been out of print; now Glen Adams has
photographically reproduced the Dawson version
and issued it in an inexpensive edition of 500
copies. Once again the scholarly public can be
grateful to Adams and the mission of such reprint-
ing he has chosen for his'Ye Galleon Press.

Du Petit-Thouars spent less than a month in
Monterey late in 1837. He arrived from Kam-
chatka with his crew riddled with scurvy and his
ship in need of repairs and supplies, all of which
needed tending to as well as his normal meteoro-
logical and cartographical responsibilities. None
of thiswas easy, particularly since provisions
were scarce in ayear of drought (the French had
to send out their own hunters, and even found
themselves digging their own wells). Neverthe-

less, du Petit-Thouars did his best to grasp the
intricacies of amost confused local political
situation. The future of Californiawas uncertain,
with factions supporting independence, union
with Mexico, or absorption into the United States.
Du Petit-Thouars understood more of what had
happened recently than many month-long visitors
might have absorbed; not surprisingly, however,
historians have done somewhat better since. The
worthy captain perhaps had a yearning to see
France join in the scramble for the fine port of
San Francisco: "the power which has the fortunate
boldness to seize it by a de facto occupation will
not be disturbed in its possession.” [37]

Whenever he could, du Petit-Thouars ven-
tured out to visit nearby missions and haciendas,
observing the land and its inhabitants, including a
zorillo, "acurious little animal about the size of a
fox...awhite line from its tail ending in acrosson
its head...," [53] elaborating on the effect of its
"liquid" with sufficient ardor to leave little doubt
that he personally had an introductory meeting
with a skunk. But his remarks on the people he
encountered are not profound. "This society, still
initsinfancy, forms only asingle classin the
golden age" [47]; the Indians "have a stupid air
which in general corresponds to their intelligence,
not much higher than that of animals,” [48] are
samples. Nevertheless, as a picture of lifein
general in Monterey in an interesting era, du Petit-
Thouars's account has always been a useful item
of Californiana, and its appearance back in print
is certainly very welcome. Perhaps Y e Galleon
Press will be encouraged similarly to reprint a
1956 Dawson edition of La Pérouse, du Petit-
Thouars' countryman and predecessor on the
same coast a half-century earlier.

Briton C. Busch
Hamilton, New Y ork

Harold B. Gill. Jr. and Joanne Y oung (eds.).
Searching for the Franklin Expedition: The Arctic
Journal of Robert Randolph Carter. Annapolis:
Naval Institute Press, 1998.201 pp., photographs,
illustrations, map reproductions, notes, glossary,
bibliography, index. US $28.95, Cdn $41.95,
cloth; ISBN 1-55750-321-4. Canadian distributor,
Vanwell Publishing, St. Catharines, ON.

Robert Randolph Carter was a Virginian aristocrat
who sailed as second-in-command of Rescue, the
junior ship in the American 1850-51 expedition,
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sponsored by the New Y ork City businessman
Henry Grinnell and sent in search of Sir John
Franklin. It was commanded by Lieutenant Edwin
DeHaven, whose health was so badly broken by
the Arctic conditions that he was forced to leave
the navy soon after the expedition's return. The
expedition is best known for its doctor, Elisha
Kent Kane; he would be so taken by the north and
the Franklin search that he would lead the second
expedition funded by Grinnell. Carter's private
journal has been edited for publication by two
dedicated amateurs. Their focus was on an un-
usual activity by a prominent Virginian rather
than to edit the Arctic journal of someone who
happened to be from the American South. CNRS
members will therefore find the several defini-
tions of a DR position unnecessary, and those
with specialist arctic knowledge will find errorsin
the introduction. A purpose-drawn track map of
the expedition route rather than pictures of expe-
dition charts would have been useful. But none of
that diminishes the interest of the journal.

Carter had both his 25th and 26th birthdays
in the north, but even allowing for the strong
opinions of youth, the journal exhibits a priggish
quality. He complained repeatedly of the lack of
Sunday services. He has few kind things to say
about his companions, and was quite happy to use
the excuse of duty not to attend expedition enter-
tainments and social occasions during the arctic
winter. The structure and organization of the ex-
pedition prompts questions about the US Navy as
an institution. The expedition commander, Lt.
DeHaven, held the honorary appointment of Com-
modore. On his ship, the Advance, he was the
only commissioned officer; his second-in-com-
mand, the commanding officer of Rescue, and
Carter himself were all "Passed Midshipmen"
with appointments as acting Masters. According
to Carter, the expedition was poorly prepared and
equipped, no doubt because it was mounted very
quickly, though the proposal had been in the
President's hands for some time. The lack of
senior substantive rank and the final rush to send
it to sea suggests parallels with the first United
States Exploring Expedition, of 1839-42.

Carter'sjournal reveals a curious lack of
common purpose. The expedition sailed on 23
May but it was only on 4 July that Carter learned
the details of the plan. 1850 was a busy year for
Franklin searches and the Americans were not
alone. On 27 August the captains of the several
expeditions met and agreed on a plan that divided

up areas of search. Yet Carter only learned these
details from an Englishman in chance conversa-
tion on 11 September. Two days later, Carter's
commanding officer provided DeHaven with a
requested statement recommending that the Ame-
ricans terminate their search and head south.
Carter's only reference was "Home stock was up
high." [75] All thiswould suggest either that
DeHaven did not share his plans widely or that
Carter did not enjoy the captain's con fidence. Y et
Carter's commanding officer had been afriend at
Annapolis, and the Rescue officers crowded living
space made secrecy improbable. Was Carter too
self-centred to be observant? His drawings in-
cluded in the illustrations would suggest not, as
would his selection for subsequent United States
exploring expeditions. If the joural istypical of
the period, it provides interesting glimpses for
social historians of the US Navy. For arctic
specialist this may also be a useful volume.

William Glover
Manotick, Ontario

Robert E. Feeney. Polar Journeys: The Role of
Food and Nutrition in Early Exploration. Wash-
ington, DC: American Chemical Society and
Fairbanks: University of Alaska Press, 1997. xxix
+ 279 pp., photographs, tables, maps, illustrations,
figures, appendices, bibliography, index. US
$41.95, cloth; ISBN 0-8412-3349-7; US $27.95,
ISBN 0-912006-97-8.

There is a certain sameness to much academic
writing, perhaps attributable to the fact that the
writers are compelled to prove that they are the
sort of person who deserves either a doctorate or
atenure-track job. Robert Feeney, the author of
Polar Journeys, isin his eighties. He earned his
PhD (in biochemistry) along time ago, and is thus
free to write what pleases him. As aresult, this
book is an engaging blend of his professional
knowledge of nutrition and his personal interest in
the history of polar exploration.

Feeney's interest in the polar regions began
when he requested the National Science Founda-
tion for some penguin eggs, necessary to his
research. The NSF replied that if he needed
penguin eggs he could fetch them himself. The
egg research, and another project on the natural
"antifreeze" of certain fishes, took Feeney on
more than a dozen expeditions to both the Arctic
and the Antarctic. He met numerous men who had
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figured in polar history, such as Sir Charles
Wright, one of the party who discovered the
bodies of Scott and his companions. He also
acquired and read what he modestly terms "a poor
man'slibrary." [xvii] Perhaps, but he hasread to
good effect in an interesting variety of books,
such as Melville's In the Lena Delta (1885) on the
disastrous Jeanette expedition.

Feeney surveys polar exploration more or
less chronologically and takes the story right up to
the age of space travel, which he sees asthe
modern equivalent. He looks at polar expeditions
from the aspect of nutrition, which, for a variety
of reasons, often played a crucial rolein their
success or failure. Many tragedies occurred
because of the lack of food or the lack of the right
kind of food. Scurvy, caused by Vitamin C defi-
ciency, isinfamous, but an equally appalling
death can result from an excess of Vitamin A,
which could afflict those who ate, when com-
pelled by hunger, the livers of polar bears, dogs or
seals. Feeney has an excellent chapter on Maw-
son's near-death from hypervitaminosis A on his
1911-1912 Antarctic expedition. Thereisalso an
appendix on the topic.

There isinevitably much grim reading in this
book but there are incidental pleasures along the
way. | enjoyed learning that rats, the last resort of
desperate sailors, are an excellent source of
Vitamin C. These fortunate rodents are able to
synthesize the vitamin and so, in that respect at
least, are better suited for lengthy voyages than
our own kind. And the contrasting diets of Rus-
sian and American cosmonauts suggests that the
Russian space program has its merits; the Russian
menus include borscht, sturgeon and five kinds of
bread, only one of them white.

Feeney's overall approach to his subject is
particularly appealing. To begin with, as an expert
on nutrition he isinclined to be charitable to the
misconceptions of the past. It isthe laity who tend
to be contemptuous of those who did not know
what we know now. Feeney is aware of how hard-
won knowledge can be, and of how long it can
take for the correct theory to win out. So Scott is
not condemned as afool because he thought that
he could avoid scurvy by avoiding contaminated
food. If we believe now that Lind was right about
lemon juice as an anti-scorbutic, it is because our
understanding of vitamins was not available to
Scott. Moreover, thereis still room for disagree-
ment about nutrition. When Feeney was a doc-
toral student at the University of Wisconsin, he

became "highly prejudiced" against the ideas of
Stefansson, which were soundly derided. Yet in
this book he presents a highly sympathetic ac-
count of Stefansson's advocacy of an all-meat diet
—adiet which continues to contradict conven-
tional wisdom.

Perhaps the best thing about Polar Journeys
isthe way Feeney is both full of enthusiasm for
the courage, tenacity and good humour of so
many polar explorers and yet also realistically
aware that these brave spi rits had to live within
the same limits of the possible as the rest of
humanity. Even heroes must cope with their
bellies and bowels. The vicious cycle of diarrhea
leading to nutritional deficiency leading to infec-
tion leading to diarrhea [ 12] can strike anyone
who is unfortunate or ill-prepared. Polar Journeys
isnot only a contribution to its own field but to
the wider field of human geography. It is one of
those books that can enhance the reading of other
books.

Anne Morton
Winnipeg, Manitoba

Horace Holden. A Narrative of the Shipwreck,
Captivity and Sufferings of Horace Holden and
Benj. H. Nute, Who were Cast Away in the Amer-
ican Ship Mentor, on the Pelew Islands, in the
Y ear 1832. Reprint of the 1836 ed. Published by
Russell, Shatuck, Boston; Fairfield, WA: Ye
Galleon Press, 1997. 73 pp., illustrations, frontis-
piece, appendix, index. US $14.95, cloth; ISBN 0-
87770-147-4.

Glen Adams and Y e Galleon Press have produced
some beautifully bound reprints of rare items of
maritime and American history in recent years,
and thisis another title in the series. The author of
this work, Horace Holden, was born at
Hillsborough, New Hampshire in 1810. He was
just twenty-one years old when he sailed from
New Bedford aboard the Mentor on awhaling
voyage to the Indian Ocean in July 1831.
Thefirst part of the voyage was uneventful,
with brief calls at Fayal in the Azores, and at
Coupang on Timor. Soon after leaving Timor, the
Mentor encountered afierce storm that lasted for
three days and eventually drove the ship onto a
coral reef near the Pelew | slands on the night of
21 May 1832. In theinitial panic, ten of her crew
immediately abandoned ship, but their boat
overturned in the wild seas, and all ten men were
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drowned. The remaining crewmen wisely chose to
wait till morning before deciding what to do. At
first light, they sighted some islandsin the dis-
tance, and set off for them in a whaleboat.

Theisland proved to be inhabited and soon
after arrival an assembly of natives was called to
debate the whalemen's fate. Things looked grim
till some of the island women, including the local
"prophetess’ interceded on their behalf. The
whalemen's presence proved a burden to the
islanders who divided them between a number of
villages to spread the load of feeding them. After
several months had passed, the whalers asked the
nativesif they would allow them to leave the
island. The villagers agreed, and hel ped them
build alarge canoe which, together with their
whaleboat, carried them from the island.

They set off on 27 October 1832 and two
weeks |ater reached Lord North's |sland, whose
inhabitants proved less friendly and more impov-
erished than their former hosts. The American
seamen were again divided up between different
families, but this time were treated as household
slaves, and were expected to work hard in return
for shelter and alittle food.

Astheir captivity continued, the remaining
seamen began to succumb to the poor food and
hard work though one was murdered by the
natives. Eventually only Holden and another
American remained alive. When the two men
were so weak that they could no longer work for
their masters, they were allowed to go free. Yet
they were denied regular food and had to beg for
scraps to sustain themselves. They were on the
verge of starvation when a British vessel called at
theisland in November 1834 and rescued the
castaways. In May 1835, three years after they
were shipwrecked, both men returned to the
United States. Holden's ordeal did not seem to
have permanently impaired his health, for he later
settled in Oregon and lived to the age of 94 years.

This reprint of Horace Holden's adventures
has been attractively bound and illustrated with a
selection of monochrome maritime images. There
isan introduction by Keith Huntress, an appendix
containing a vocabulary of Polynesian words and
dialogues compiled by Holden, plus another
appendix containing articles about Holden's later
years. The only obvious blemish is an absence of
text from page forty-nine of the review copy.

Mark Howard
Melbourne, Australia

Michael N. Pearson. Port Cities and Intruders:
The Swahili Coast, India, and Portugal in the
Early Modern Era. Baltimore, MD: Johns Hop-
kins University Press, 1998. x + 202 pp., maps,
notes, index. US $35.95, cloth; ISBN 0-8018-
5692-2.

Thisisavery strong piece of research and writ-
ing. As an historian based in Australia, Pearson's
earlier work has largely dealt with India. Here he
reaches across the Indian Ocean to take up mat-
ters on the Swahili Coast which he stretches to
mean from the Red Sea to the Limpopo. He deals
with the early modern period, ca. 1500-1700, in
one largely methodological and four primarily
empirical chapters.

One of the things that makes this book a
pleasure to read is both the care, and ease, with
which Pearson informs his understanding of the
Swahili Coast with a clear grasp of the method-
ological debates of our time. Pearson writes world
history, by which he means history without
frontiers; he also writes with a keen and critical
eye. He carefully reads other historians and is not
afraid both to use and praise them or to criticize
(and very occasionally dismiss) them. But he does
all of thisin a spirit of collaborative learning.

In Chapter 2 Pearson links the world of the
Swahili Coast to the east, into what he calls the
Afrasian Sea and its ports. Here he sharesthe
notion held by many others of along-standing and
distinctive Indian Ocean trading system that
existed prior to becoming linked to the larger
political world by the Portuguese, Omanis and
others. He sees |dlam as the unifier of this Afras-
ian world and acknowledges that Islam "may
reinforce the notion of a distinctive and differenti-
ated littoral society."

Pearson wants to dispel this notion, however,
and Chapter 3 painstakingly ties the Swahili Coast
to itsrootsin the interior. He notes that it is
harder to make the case for port city tiesto the
interior in Africathan in India because of the
absence of written records, and that it is easier to
make the case south of Cape Delgado than north
of it. Nonetheless by carefully examining tradein
gold, ivory, and timber, Pearson strongly argues
the case for the importance of littoral tiesto the
interior, ultimately arguing that the "ports need
the interior far more than the other way around.”

In chapters 4 and 5, Pearson finally engages
Immanuel Wallerstein's work, first in trying to
locate the East African economy in the period
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before capitalism. Here his prior work on Gujarat
is particularly helpful. In tracing the complex eco-
nomic ties across the Afrasian Sea, and especially
the exchange of cloth for ivory, Pearson finally
locates the Swahili ports as semiperipheries to the
world system, and connective and compradorial
(but, critically, not exploitative) to the interior.
His discussion of the concept of use valuein
determining whether or not exploitation occursis
especially illuminating here.

When he finally getsto Portugal in Chapter
5, Pearson's work isin the spirit of contemporary
world system writing in denying any exceptional-
ism to these encounters in the early modern
period. While later devel opments between Euro-
pean peoples and the Indian Ocean/Afrasian Sea
would obvioudly transform the entire region, and
integrate it into Wallerstein's world-system, this
had not yet happened, and Pearson repeatedly
cautions us not to view early modern history from
alater vantage point. In so arguing he embraces
the notion of uniformitarianism — the broad
commonality of the world prior to the Industrial
Revolution.

In making his argument about the Swahili
Coast, Pearson always is aware of the potential
for use (or misuse) of history. Heis very critical
of Hindu-nationalist misuse of history in India,
and some of his argument is strongly directed
against those (primarily in Kenya) who seek to
demonize the role of the Swahili in Kenyan
history in order to ostracize them politically.
Pearson acknowledges the Swahili people empha-
sized their cultural distinctiveness from interior
peoples during the Omani and colonial periods —
something he sees as historically misleading and
politically damaging.

For a small book, there is much richness
here, and scholars of thisregion and this erawill
find much of interest. Y et of greater value than
any specific piece of data or interpretation is the
almost Rashamon-like model Pearson usesto in-
terpret the Swahili Coast from different geo-
graphic or methodological vantage points. He
thereby opens windows of opportunity for stu-
dents both within and outside the region to go on
to deepen our awareness and understanding of this
distant Afrasian world in the early modern period.

Larry W. Bowman
Storrs, Connecticut

Elaine Forman Crane. Ebb Tide in New England:
Women, Seaports, and Social Change, 1630-1800.
Boston, MA: Northeastern University Press,
1998. x + 333 pp., notes, bibliography, index. US
$50, cloth; ISBN 1-55553-337-X; US $17.95,
paper; ISBN 1-55553-336-1.

Over the past three decades numerous studies
have examined the status of women in American
society during the colonial and antebellum peri-
ods. Although most historians agree that women's
sphere was severely circumscribed by the Victo-
rian era, they are less sure about women's social,
economic, political, and religious roles during the
seventeenth and eighteenth centuries. While the
1600s were hardly a "golden age" for American
women, some scholars believe women's status
declined during the subsequent century. Joan Hoff
Wilson succinctly summarised this outlook in the
title of her influential 1976 study, "The Illusion of
Change: Women and the American Revolution."
Other historians, notably Linda Kerber and Mary
Beth Norton, disagree and have emphasised that
women's status improved during the Revolution-
ary Era as "Republican Motherhood" enhanced
women's importance. In Ebb Tide in New Eng-
land Elaine Forman Crane suppo rts Wilson's
view and argues persuasively that women in New
England seaports became more dependent and
less autonomous than they had been in the early
1600s. Patriarchy triumphed, and women were
increasingly marginalised.

Crane first became interested in studying
these ports because women constituted the major-
ity of the population by the Revolution. She began
with a"misguided optimism" [5] that female
empowerment was related to numerical superior-
ity. Her optimism proved to be mistaken, how-
ever. Although women outnumbered men, Crane
demonstrates that men dominated them in virtu-
aly every aspect of public life. Chapters examin-
ing the religious, economic, political, and legal
arenas of these seaports reveal that women lost
status and independence as the eighteenth century
progressed. Women accounted for the large
majority of church members, but the male clergy
dominated religious life. Asthe economy grew
and became increasingly integrated into Britain's
commercial empire, there was a notable separa-
tion of the home from production. This process
undervalued women's work and contributed to the
feminisation of poverty. Women were totally
excluded from New England's political world,
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and changes in the laws governing divorce,
estates, dower rights, and other property issues
left women increasingly dependent on men. Far
from improving women's autonomy, the Amer-
ican Revolution strengthened the rights of patriar-
chy with the rise of "Republican Motherhood,”
which entrenched the "patriarchal, hierarchical,
and dependent rel ationship between husband and
wife." [209]

While Crane's account is largely convincing,
there are some problems that weaken the book.
After abrief prologue and introduction, the first
chapter begins with a sweeping overview of the
secondary literature concerning European women
during the Middle Ages, Renaissance, and early
modern era. Although establishing historical
context isimportant, Crane concedes that the
"link between urban medieval women and Amer-
ican colonial women may seem tenuous. [26] It
does, and it is difficult to discern the influence of
such devel opments as the closing of double mon-
asteries in the eleventh century on the lives of
seventeenth-century New England women. Crane
has marshalled an impressive array of manuscript
and published primary sources for her evidentiary
base, but this does not preclude her from offering
numerous judgements supported more by supposi-
tion and insinuation than evidence. Constructions
such as"it may have been," "it must have been,"
"it might have been," along with "it islikely" and
"it was probably" appear throughout the book.

Perhaps the biggest disappointment for
readers of thisjournal is how little Crane hasto
say about the wives of sailors, longshoremen, and
other dockside workers. She realises the absence
of so many husbands away at sea exacerbated
women's financial dependence and that seafar-
ing's hazardous nature contributed directly to the
feminisation of poverty by creating numerous
widows. Unfortunately, Crane pays scant atten-
tion to the family life of New England sailors.
Was a seafaring culture, including important class
values, handed down from one generation of
sailors to another, as Marcus Rediker has asserted
(but not demonstrated)? Clearly, Mrs. Jack Tar
would have played a pivotal rolein such apro-
cess. Regrettably, sheis conspicuously absent in
Crane's study.

Carl E. Swanson
Greenville, North Carolina

Adrian Jarvis (ed.). Port and Harbour Engineer-
ing. "Studiesin the History of Civil Engineering,"
Vol. 6; Aldershot, Hamps. & Brookfield, VT:
Variorum Press of Ashgate Publishing, 1998.
XXXiV + 416 pp., figures, illustrations, maps,
tables, photographs, indices. US $153.95, cloth;
ISBN 0-86078-755-9.

The "Studiesin the History of Civil Engineering"
series, of which thisvolumeisapart, isavery
worthwhile venture. By reproducing articles from
avariety of sources, the Variorum Press of
Ashgate Publishing aims to provide a "reference
collection" on different aspects of engineering in
the past with the twin aim of providing engineers
with insight into the history of their profession
and other readers "with new ways of looking at
engineering structures.” [xii] On the evidence of
the volume under review, both of these objectives
are likely to be met.

Adrian Jarvis is Co-Director of the Centre for
Port and Maritime History at the Merseyside
Maritime Museum. For this volume he has se-
lected seventeen papers. Each isreproduced in its
original format, including maps, figures and
illustrations and while the volume has its own
continuous pagination, the original pagination is
reproduced, thereby enhancing the volume's
"reference" value. The collection begins with
surveys by Sir Cyril Kirkpatrick and Sir Leopold
Savile given as addresses to the Institution of
Civil Engineersin 1925-26 and 1940-41 respec-
tively. Both surveyslook at the harbours of the
classical Mediterranean — Egyptian, Greek and
Roman — but Kirkpatrick's lecture continues, in
outline, down to the 1930s. Jarvis makes the point
that the eighteenth to the early twentieth century
was the heyday of the all-round "dock engineer":
the 1930s marks the arrival of the "specialists.” In
that sense, these two opening papers may be taken
to mark the end of the period of the articulate
engineer literate in the profession's history.

The bulk of the papers — twelve out of the
seventeen — deal with the engineering of British
ports between the eighteenth and the early twenti-
eth centuries. Some of these deal with particular
aspects of the engineering involved: "the con-
struction of Ramsgate Harbour;" "Hull's earliest
docks;" "the improvement of the River Tyne;"
"the attack on the Mersey Bar." Others deal with
"the engineers' of a particular harbour — Sunder-
land, Bristol, Millwall — or with an individual
engineer working at a particular harbour —



Book Reviews

105

Thomas Steers and G.F. Lyster at Liverpool,
Joseph Whidbey at Plymouth, G.P. Bidder at
London. One of the remaining three papers deals
with port works in nineteenth-century Natal,
another is a comprehensive study of the devel op-
ment of Fremantle. The remaining paper deals
with "imperial ports' in the Indian Ocean region
(but, since | was a part-author of that paper —
along with my colleagues, Frank Broeze and
Kenneth McPherson — | make no comment apart
from saying that it was the experience of working
on it and using the rich materials of sources such
as the Proceedings of the Institution of Civil
Engineers which introduced me to both the work
and the writing skills of the late nineteenth-cen-
tury engineers like Sir Francis Spring, the re-
modeller of Madras Harbour).

Jarvis' introduction explains why the volume
is so very heavily oriented towards British, and
British colonial, ports. Portsin Britain, he argues,
needed much more engineering than elsewhere in
Europe and so much greater expertise was devel-
oped there. Consequently, when portsin other
areas needed development, British engineers were
often called upon. One certainly seesthat illus-
trated by the worldwide activities of the British
consulting engineering firmsin the late nineteenth
and early twentieth centuries, even if, asin the
case of Fremantle, they were not as capable of
finding answers as the local engineerslike C.Y.
(not S.Y. as given on p. xxvi) O'Connor! The
other point which Jarvis makes is that historical
study of harbour engineering only really develops
in the 1960s: this was the time when the nature of
shipping and ports began to change and historians
and industrial archaeologists began to take much
more direct interest in the structure of the ports.
As aresult, much more has been written on
British ports.

Jarvis' introduction provides an excellent
context for the papersincluded in the volume. He
also provides a useful select bibliography [xxviii-
xxxiv] which, while it continues the emphases of
the selected papers does add some US, African
and South Pacific references. The volume has
name and place indices and a subject index, all of
which are helpful. Overall, therefore, thisisa
valuable collection which should stimulate further
interest in what is already a growing field of
historical study.

Peter D. Reeves
Perth, Western Australia

Calvin Winslow (ed.). Waterfront Workers: New
Perspectives on Race and Class. Urbana and
Chicago: University of Illinois Press, 1998. viii +
204 p., index. US $49.95, cloth; ISBN 0-252-
02392-7; US $17.95, paper; ISBN 0-252-06691-
X.

L ongshoremen have long been associated with
labour militancy. And for good reason. The
battles waged on the British docks in the nine-

teenth century and the "great maritime strikes" of
the 1930s on the Pacific coast stand out as excep-
tional moments of class conflict. It isnot surpris-
ing, then, that for historians and other scholars the
key interpretive question has remained the same:

what isit about life "on the hook" that prompts
waterfront workers to strike, strike, strike? To be
sure, thisis an important question, yet as the
contributors to this new collection of essays
argue, there is another dimension to this unique
working-class experience that deserves scholarly
attention: race. In his Introduction to this
collection, the editor, Calvin Winslow, stresses
that labourers of all kinds made seasonal migra-
tions to the docks and, as aresult, there was
always competition for work. Thus, "[f]ew issues
have been more important on the waterfront” than
the complex relationship between white and non-
white workers. [9] More than simply an introduc-

tion to new work on longshoremen, this collection
is intended to make a contribution to the wider
theoretical debate on race and class taking place
in labour history.

From the New Y ork waterfront in the early
decades of the twentieth century to the docks of
San Pedro in the post-World War 11 period, this
collection of five essays ranges widely over both
space and time. With varying degrees of emphasis
and acumen, the authors examine the world of
waterfront work, the politics of waterfront union-
ism, and the political economy of specific ports.
While each article draws out the unique qualities
of specific locations and time-periods, taken
together, they illustrate the potent power of the
"system" — the toxic combination of casual labour
and the "shape-up" method of hiring —to mould
waterfront workers' collective world view.
Howard Kimeldorf sanalysis of the rise and fall
of theradical Industrial Workers of the World on
the Philadel phia docks provides a good treatment
of thistime-honoured theme. But it is the intersec-
tion of the "system" on the one hand, and race
relations on the other, that is the conceptual centre
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of gravity here, and two essays stand out: Eric
Arnesen's exploration of race relations at several

southern gulf ports during the age of segregation
and, in particular, Bruce Nelson's examination of
west coast longshoremen. Returning to the terri-

tory hefirst charted in Workers on the Waterfront,

Nelson argues that the ILWU's reputation as a
"haven of racial equality" — areputation garnered
under the leadership of radical Harry Bridges
between 1937 and 1961 —isin need of revision.

Nelson's point is not simply that there was a gap
between the official rhetoric of racial equality and
the lived reality of racism on alocal level, but, on
awider canvas, in the "longshoremen's experi-

ence of life and work, “whiteness' merged with
class; and in spite of all the changes that had
occurred in the thirties, the specific group identity
of “Lords of the Docks remained aracialized
identity." [175]

This collection illustrates the many and
varied ways that racial divisions sorted waterfront
workers into particular jobs, fractured the unity of
working-class organizations, and contributed to
the making of specific racial identities. It also
detals the strategies that different dockers orga-
nizations employed to foster unity across racial
lines. As such, it provides a useful introduction to
the latest scholarship taking place "on the water-
front." But its contribution to the wider debate on
race and classis far more limited. Indeed, the
essays here are marred by a narrow focus on the
workplace, union hall, and strikes to the virtual
exclusion of working-class life beyond the point
of production. Occasionally, working-class com-
munities and families do creep in at the margins,
but they are considered important only in so far as
they help to explain the real story of unionization
and epic confrontation. Merging the world of
work with other realms of working-class experi-
ence is no easy task; but, as recent work on the
history of women and the family illustrates, it is
impossible to understand the former without
integrating the latter. While the "tight-knit" and
"exclusive" character of waterfront neighbour-
hoods poses a significant empirical challenge to
labour historians, as this collection of essays
illustrates, however, the bigger obstacle to writing
"histories from the bottom up" is the closed
character of particular conceptual frameworks.

Andrew Parnaby
Victoria, British Columbia

Nicholas Canny (ed.). The Oxford History of the
British Empire. Volume !: The Origins of Empire.
Oxford & New Y ork: Oxford University Press,
1998. xx + 533 pp., maps, tables, figures, chronol-
ogy, select chapter bibliographies, index.£30, Cdn
$59.50, cloth; ISBN 0-19-820562-73-5.

P.J. Marshall (ed.). The Oxford History of the
British Empire. Volume II: The Eighteenth Cen-
tury. Oxford & New Y ork: Oxford University
Press, 1998. xxi + 639 pp., maps, tables, figures,
chronology, select chapter bibliographies, ind-
ex.£30, Cdn $59.50, cloth; ISBN 0-19-820563-5.

The appearance of the first two volumes of a new
multi-authored, multi-volumed history of the
British Empire inevitably invites comparison with
that great standard, the Cambridge History of the
British Empire. Too close a comparison would be
invidious, because the historiography of Britain,
its overseas possessions and dependencies, and its
world influence has moved on so much in the
sixty or so years since the Cambridge volumes
first began to appear that inevitably the latter can
only seem dated and stuffy — not to say archaic —
against the fresh ideas, arguments and evidence
thrown up by the teams brought together by OUP
and its editor-in-chief (W. Roger Louis). To com-
plement and inform the great traditions of politi-
cal, constitutional and military/naval history
which predominated in the Cambridge volumes
the Oxford authors are now able to bring to bear
the enormous body of research and reinterpreta-
tion coming out of more recent economic, social,
demographic, cultural and intellectual history.
Still, it isinstructive to contrast the overall or-
ganisation and structure of these two great pro-
jects. In place of the eight great tomes thought
necessary by Cambridge, the Oxford enterprise
will relate and evaluate the story of the sprawling
British Empire in only five, of which one will be
devoted entirely to historiography. Out go the
individual volumes devoted to India, Canada,
Australia and Canadain the Cambridge series,
and in will come — at least on the evidence of
these first two volumes — both a more tightly con-
trolled focus on the interaction between metropo-
lisand colony (or centre and periphery) and a
broader concept of what these terms embrace than
was present in the Cambridge venture. The pros-
pect of the completed series is most appealing.
While Cambridge's first two volumes had a
break-off point in 1783, dividing the "First" and
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"Second" Empires respectively, Oxford has gone
in for a different approach, with a volume on

"early origins' to roughly the end of the seven-
teenth century and another on the eighteenth
century —which istaken to end in 1815. Thisre-

placement of 1783 by 1815 constitutes a rejection
of the notion of a"First" and a"Second" Empire,

the arguments against which are powerfully pre-

sented by P.J. Marshall in a concluding chapter to
his own volume. There is much to agree with in
this approach. It was not until 1815 that Britain
finally completed the strategy of breaking into or
seizing the overseas empires of other European
powersthat it had commenced from at least as
early asthe Cromwellian /Restoration years, and
that was essentially the hallmark of a mercantilist
approach to international relations. Nevertheless
the attempt to establish a new end-point for the
"eighteenth century” Empire — marking it off in

terms of editorial responsibility from what isto
come in the "nineteenth" — merely highlights the
ambiguity which surrounds the question of when
that "eighteenth century” and its defining themes
began. Several of the contributorsto Marshall's
volume are clearly uncomfortable with confining
themselves to the 1700s, preferring to reach back
into the later decades of the seventeenth to find
their starting-point. Consequently, there is some
degree of overlap between the two volumes. This
may have been unavoidable — and possibly even
beneficial to the reader confining himself or
herself to a single volume — but it seems to signal

acertain lack of editorial dialogue between Canny
and Marshall. Thisis also to be found in missed
opportunities to connect together contributions
which appear in one or either of the two volumes
—for example, afascinating essay on "Coloniza-

tion within Britain and Ireland, 1580s to 1640s"

by Jane Ohlmeyer in the first volume with the
account of"Emigration from Britain, 1680-1815"

by James Horn in the second volume. The two
processes of "internal" and "external" coloniza-

tion were so obviously inter-related that it is
disappointing that neither author was given the
opportunity to make the connections.

But if divided editorial responsibilities rather
get in the way of establishing neat interfaces
between individual contributions or of unifying
themes across the seventeenth and eighteenth
centuries, there is much to applaud in both vol-
umes. The standard of individual contributions —
more than twenty in each volume —is universally
high. Almost al of the major themes and topics

are identified and explored in a readable way, and
the fruits of much recent research, a great deal of
it by the authors themselves, are incorporated into
the essays. Readers will inevitably form their own
preferences, according to taste, but cannot fail to
be enlightened by contributions on topics with
which they are less familiar. Both volumes indeed
— but more especially the first — are perhaps best
approached as a series of essays to be browsed

through in an order dictated by one's own inter-

ests rather than by editorial arrangement. Inevita-

bly there will be some disappointment with

balance and treatment. Maritime historians, for
example, will probably conclude that naval his-
tory iswell represented — if at timesin afrag-
mented way — but that the history of merchant
shipping receives less than its due within general

essays on "the imperial economy." Intriguingly,

the "eighteenth century" volume contains two
such essays on the economic history of the Em-

pire — by Patri ck O'Brien and Jacob Price respec-
tively. It may be that the editor had in mind to set
up a debate between two scholars known to have
rather different views of the significance of
Empire for the economic development of Britain.

Nevertheless, the two contributions tend to com-
plement rather than conflict. Thisis partly be-

cause each approach their task with rather differ-
ent emphases — O'Brien focusing on changesin
the British economy which resulted in British
governments being able to secure levels of taxa-
tion sufficient to pay for imperial expansion, and
Price on the consequences of therisein trade in
the great colonial staples— but also because it
would appear from a brief discussion at the end of
his essay that O'Brien has now retreated from his
earlier position that extra-European trade and
settlement made little contribution to the transfor-

mation of the British economy in the second half
of the eighteenth century.

Among the distinctive features of "the Ox-
ford approach” is an attention to the interaction
between the British and the indigenous societies
they encountered in the Americas, Africaand
Asia, and an attempt at an objective and sensitive
analysis of the significance of the encounter for
these societies. In particular, Raja Kanta Ray's
contribution on "Indian Society and the Establish-
ment of British Supremacy, 1765-1815" conveys
both the passion and the intellectual energies
behind Indian reactions to the advance of British
military power and the "shaking of the Pagoda
tree" which followed. Similarly, the richness and
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diversity of the imperial experienceisreflected in
an effort to take due account of the role of the
Scots, the Irish and the Welsh in the making (and
unmaking) of the Empire — something which
distinguishes the Oxford History not only from
Cambridge's older, thoroughly Anglo-centric
approach but also from more recent attempts to
maintain that only what went on among "gentle-

manly capitalists" in the City of London had any
significance for the Empire. It is therefore a mat-
ter of some regret to this reviewer that one of the
things that slipped down the crack between the
two volumes is the Union of Scotland and Eng-

land in 1707, which transformed an English into
a British Empire. Not only are the events leading
up to the Union ignored — the failure of the Scot-
tish attempt to become an imperial power in their
own right, in the great Darien disaster that so
impoverished the mercantile classes and brought
them to the view that the only future lay in access
to the English colonies — but its constitutional

implications are little considered. Had a federal

Britain been created in 1707, as many, perhaps
most, Scots wanted, constitutional relations with
the Irish and the North America colonies might
well have unfolded on a different basis. The
settlement of 1707, once again under challenge in
Scotland, is worthy of more than passing or
parochial interest.

J. Forbes Munro
Glasgow, Scotland

William B. Cogar (ed.). New Interpretationsin
Naval History: Selected Papers from the Twelfth
Naval History Symposium held at the United
States Naval Academy, 26-27 October 1995.
Annapolis: Naval Institute Press, 1997. xxi + 369
pp., illustrations, photographs, figures, maps. US
$37.50, Cdn $54.50, cloth; ISBN 1-55750-624-8.
Canadian distributor, Vanwell Publishing, St.
Catharines, ON.

It isawonder that conference proceedings are
such a growth industry, considering the com-
plaints of academics who have to edit them,

publishers who are asked to sell them, and re-
viewers who are expected to read them. It is
notoriously difficult to get contributors to write
about the subject they were asked to tackle, or
indeed to write at all, and still more difficult to
impose a coherent approach to it. The best confer-

ence proceedings would doubtless be achieved by

the editor rejecting half the papers and rewriting
the rest, but for obvious reasons it seldom hap-

pens. The Annapolis symposium adopts an un-
usual and surprisingly effective tactic for dealing
with the problem. No attempt is made to impose
atheme within naval history; instead the confer-
ence advances on the broadest possible front. In
1995, when the US Naval Academy was 150
years old, there was some emphasis laid on naval

education, but even so this was as usual the most
diverse of academic fairgrounds, with no less than
eighty-seven papers delivered in thirty sessions.

Of these the editor has chosen only twenty-five,

deliberately spread across the widest possible
range of period and subject. Any suggestion of a
common theme has been firmly suppressed. The
reader (or reviewer) who could fully appreciate
this collection would have to know about every

period from classical Greece to the 1980s; about
the United States, Britain, Sweden, the Nether-

lands, Germany, Japan, France; about technology,

ideology, law, administration, education, histori-

ography and politics. The articles are grouped
under eight rather loose headings (Naviesin the
Ancient and Medieval World, The Royal Navy in
the Seventeenth Century, The Height of the Age
of Sail, Education of Naval Officersin the Nine-

teenth Century, Sources for Naval History in the

United Kingdom and the United States, Navies of
the Late Nineteenth and Early Twentieth Centur-

ies, Atlantic and Pacific Theatres of World War
I1, and Public Perceptions of the Post-World War
Il US Navy), but these cover amost everything,

and the contents of each section are arandom

assortment. In short it is best to consider this vol-
ume, not as a collection of conference proceed-

ings in the usual mould, but as an issue of avery
large and very occasional learned journal. It isthe
high quality of the individual papers which justi-

fiestheir place. No review can mention them all,

and selection isinvidious, but this reviewer was
particularly struck by Paul Walsh's |learned

survey of acompletely neglected subject — Irish
naval warfare in the Dark Ages. No doubt it will

not appeal to the same readership as, say, Lori

Bogle's exposure of extreme right-wing subver-

sion in the US Navy of the 1950s, but they are
both among the real attractions of a volume which
all naval historians ought to consult, even if few

will choose to read it from beginning to end.

N.A.M. Rodger
London, England
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James Cable. The Palitical Influence of Naval
Force in History. London: Macmillan Press and
New York: St. Martin's Press, 1998. viii + 213
pp., notes, bibliography, index. £45, US $59.95;
cloth; ISBN 0-333-67169-4 (Macmillan) and O-
312-21754-4 (St. Martin's).

Prominent as the author of Gunboat Diplomacy,
Sir James Cable is aformer diplomat with a
strong interest in maritime strategy. His new book
isa"survey of the political purposes for which
governments have in the past made use of naval
force, and of its political consequences.” [viii]
Alas, thisis defined in such away asto exclude
most of naval force. To Cableit isthe mounting
of cannon that signals the emergence of the fight-
ing ship and the dawn of relevance in naval hist-
ory. Aswell, hisview of naval force requires
sailors acting at the direction of a central com-
mand responsible to the political leadership of a
state; Cable does not see this as occurring, other
than seldom, for long after the fifteenth century.
These are unfortunate limitations. Thereis
much scholarship on earlier naval warfare show-
ing that political purposes were pursued and
served. Cable is not interested: "In 1066 naval
forcewas asirrelevant asit had been when a
Moorish army crossed the Straits of Gibraltar in
711 to invade Spain." [6] This approach is mis-
leading. Naval strategy was important in the
Mediterranean, as with the Carthaginian Wars and
the Crusades, as well asin northern waters. To
label this period the "Pre-Naval Era" is simply
wrong. Cableis also at fault for hislimited geo-
graphical range. With few exceptions, thisis an
account of European naval force. Cable is more
concerned to retell well-known episodes, such as
the Falklands, than to probe the nature of naval
power in, for example, the East Indies in the early
modern period: Powers such as the Sultanate of
Aden areignored. So also is Oman, the most
important naval power in the western Indian
Ocean for a century from 1650, and the Maratha
Angrias. Part of the neglect stems from a defini-
tion of naval power that focuses on the high seas
and ignores the other spheres of marine strength:
inshore, deltaic, estuarine, riverine and lacustrine.
Nor does Cable grasp the multiple contexts of
naval power. To him, it must be distinguished
from the force exercised by "freebooting fighting
ships operated for the personal profit of the crew.”
[1] Shipsthat transport soldiers are also inadmis-
sible. Yet the first exclusion reflects a definition

of statehood that omits much political activity in
world history, while the second stems from a
desire to focus on an operational specialization
that is again contingent.

What we therefore get is, in essence, a potted
account of Western naval power over the last
three centuries, with an emphasis on Britain.
Cable acknowledges his debt to Paul Kennedy,
and offers an essentially familiar story. He is best
on "the primacy of political factorsin the practice
of gunboat diplomacy," [ 155] and usefully sum-
marizes hiswork in the field, as well as bringing
it up to date. Or almost up to date. In arguing that
there is an underlying consistency in the contribu-
tions that naval force can offer to the resolution of
disputes between states, Cable mentions submar-
ine-launched intercontinental missiles as the only
limit on the invulnerability of deeply land-locked
states. Cruise missiles, and, earlier, aircraft carri-
ers suggest the need for some further discussion.

More generally, Cable stresses the flexibility
of naval power and thereforeits valuein dealing
with the unpredictability inherent in international
politics, arguesthat it is necessary for states to
dispose of force, and criticizes the B ritish govern-
ment for relying on foreign shipping in wartime.
There is much of interest in this book but, in the
end, it does not live up to thetitle.

Jeremy Black
Exeter, England

Brian Lavery (ed.). Shipboard Life and Organiza-
tion, 1731-1815. Aldershot, Hants. & Brookfield,
VT: Ashgate Publishing for the Navy Records
Society, 1998. xxv + 648 pp., illustrations, tables,
sources, index. US $93.95, cloth; ISBN 1-84014-
228-6.

This valuable selection of documents fulfils an
objective first articulated by Sir John Knox
Laughton early this century when he proposed the
publication of an edited volume illustrating the
social life and internal discipline of the eight-
eenth-century British navy. Brian Lavery has
accomplished thistask very well. Drawing largely
upon unpublished manuscripts in the National
Maritime Museum, the Public Record Office, and
the Royal Naval Museum, he provides a judicious
sampling of the major types of documentation
which illuminate the themes of life, discipline,
and work structures at sea in the Georgian navy.
Thetitle of the volume is somewhat mislead-
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ing; since most of the material dates from the
period 1786-1815. The exceptions are the impor-
tant Admiralty regulations of 1731 (printed in full
from the published fifth edition of 1745), the
1756 amendment to these regulations, the first ex-
tant captain's order book of 1759, and the charm-
ing menu lists for the admiral's table of HM'S
Prince George on the voyage from Britain to New
York in 1781, written by a semi-literate steward
and featuring as a frequent guest midshipman
"PWH" (Prince William Henry, later King Wil-
liam V). The concentration upon the tumultuous
decades after 1789 is an asset, for it facilitates an
assessment, in the round, of shipboard life during
aperiod of extended war when existing problems
were aggravated and evolving notions of sanita-
tion, medicine, and discipline were coming to the
fore.

Lavery endeavoursto depict the nature of life
and work at sea by casting his net widely. The
result is an impressive collection of diverse
material, ranging from Admiralty instructions,
captains' orders, and contemporary printed com-
mentaries on the navy, to watch, quarter and
station bills, crew description books, court martial
proceedings, petitions by crews and their depend-
ents, surgeons journals, and the accounts ren-
dered by pursers and standing officers. Apart
from the Admiralty regulations, the evidenceis
illustrative rather than definitive: nothing can be
stated conclusively from the one boatswain's
account and the single carpenter's account repro-
duced, or from the one black list for punishments
on board HMS Blake in 1811-12. Lavery does not
identify the criteria governing the selections
presented to the reader: in some instances he has
provided the first extant document of itstype; in
other cases the mundane nature of the evidence
suggests typicality; other times we are presented
with the atypical and spectacular, as with the
mutineers' petitions of 1798, the court martial of
two sailors for buggery, and the surgeon's ac-
count of adeadly epidemic aboard HMS Alfred in
1798. Some evidence is provided in full, but most
is presented as selected, well chosen, extracts.
Apart from extracts from two diaries, all the
documentation is official or semi-official. As
Lavery states, these sources are often more pre-
scriptive than descriptive, or, at the very least,
revea life through the lens of accounts, forms and
customary procedures rather than as it was lived.
Certainly other types of evidence — shipboard last
wills and testaments and High Court of the Admi-

ralty depositions can be mentioned as two of the
most obvious omissions —for a more rounded
picture (albeit perhaps not one truer to life).

The editor is careful — probably too careful —
not to generalize from the evidence he has read,
collected and reproduced. Little effort is made to
explain the significance of the material presented,
or to suggest how these documents can, or should,
be used by scholars. The selections are left, very
largely, to speak for themselves. They have much
to offer, but invariably the "raw evidence" pro-
duces more questions than answers. Finally, a
good, comprehensive index is essential in a
volume where information on specific topics lies
widely dispersed. Sadly, thisindex is untrustwor-
thy. The present reviewer selected six index
entries for study — chaplain, cook, divine service,
scurvy, surgeon, and swearing — and found the
index to be incomplete for each one. The best
advise is simply to dip into the rich contents, to
catch the flavour of the navy at sea during the
French Revolutionary and Napoleonic Wars.

J.D. Alsop
Canborough, Ontario

Jack Sweetman (ed.). Great American Naval
Battles. Annapolis: Naval Institute Press, 1998.
xxxviii + 416 pp., illustrations, photographs,
tables, maps, figures, index. US $39.95; Cdn
$61.95; ISBN 1-55750-794-5. Canadian distribu-
tor, Vanwell Publishing, St. Catharines, ON.

This collection of essays by leading American
naval historians provides a stimulating précis of
more than two centuries of US naval history and
biography. Jack Sweetman's collaborators are
highly qualified to examine nineteen pivotal
engagements, crafting their narrativesin broad
strategic and political context. Prefaced by awell-
formulated introduction, the volume offers arich
hoard of multi-faceted essays that invite minute
consideration by laymen and specialists alike.
Ranging form Benedict Arnold's strategic
masterpiece on Lake Champlain in 1776 to the
US Pacific Fleet's controversial yet devastating
victory at Leyte Gulf in 1945, the contributions
are deliberately focused on "lessons of leadership
and ... the application of the principles of war."
[xv] Taken in tandem with Stephen Howarth's
recent Men of War, Sweetman's volume provides
readings of particular utility for students of naval
leadership. Based on English language sources,
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the studies draw on memoirs, biographies, docu-
mentary compilations, major secondary works
and relevant tactical and technological treatises,
notably in William Still's masterful account of the
action at Hampton Roads and Jeffrey Barlow's
well-documented study of Admiral Spruance's
harrowing assignment at Okinawa. If their com-
prehensive strategic introductions limit the
authors' depictions of combatant experience
under fire, prime exceptions are found in Mark
Hayes narrative of the battle of New Orleans,
which effectively mines the Official Records
seriesto reveal Farragut's blugjacketsin action
during that classic of riverine warfare, and in
Barrett Tillman's gripping account of the miracle
of Midway.

Sweetman emphasizes that great naval battles
have "major historical consequences — political,
military or moral, or a combination of both." [xvi]
The definition isillustrated in James K. Martin's
account of Valcour |sland, which immortalized a
doomed flotilla that was destined nonethel ess to
win the critical Northern Campaign of 1776.
Martin's reading of Arnold's fateful second
encounter with Sir Guy Carleton effectively
identifies the humanely calculated strategy of the
Governor's Champlain campaign, albeit missing
one fascinating aspect, the tactical consequences
of that soldier-statesman's deliberate constraints
on his native American auxiliaries.

If fleet actions on the high seas dominate this
work, coastal and riverine operations, notably
during the US Civil War, receive illuminating
coverage. Brief notice might have been given to
American coastal operations during the war with
Mexico, which saw an early use of steam war-
ships that foreshadowed Union operations on
western rivers. American experience with guerre
de course, which influenced naval construction
and policy into the early steel navy era, is high-
lighted in James Bradford's rendition of John Paul
Jones' desperate battle off Flamborough Head and
Linda Maloney's study of USS Constitution's
cruises. Anglo-American cooperation in defeating
German commerce warfare with U-boats during
the two world wars receives limited treatment,
most adequately as regards employment of com-
munications Intelligence. William Y'Blood's
narrative of hunter-killer operations by the USS
Card group against milch cow rendezvousin the
central Atlantic during 1943-44 highlights a
notably successful phase of the American anti-
submarine effort. Regrettably, the long-over-

looked Allied success in protecting massive trans-
Atlantic trooplifts remains inappropriate to this
work.

Of the eight World War 11 battles described
in Sweetman's book, seven deal with the US
Navy in the Paci fi ¢, beginning with the command
and Intelligence fiasco that resulted in Pearl
Harbor. Carrier group operations, vital to the suc-
cess of American landings in the Central and
Western Pacific, are described in the context of
the shifting fortunes of Japanese and American
naval aviation. Readers will need to refer back
frequently to several theatre maps to follow un-
folding campaigns. Regrettably, combined Allied
operations in the Mediterranean and English
Channel, from the landings in North Africato
Italy and eventually Normandy, receive scant
notice. While oft citing the magisterial works of
Samuel Eliot Morison, the co-authors have ig-
nored the contributions of Stephen Roskill and the
sage judgment of Friedrich Ruge regarding the
decisive influence of amphibious operations on
the outcome of World War 11 both in Europe and
the Pacific. Thus, while lacking a dominant
American naval figure, Operation Overlord merits
consideration for future editions of this excellent
compendium of great American naval battles.

Philip Karl Lundeberg
Alexandria, VA

Robert Gardiner (ed.). The Campaign of Trafal-
gar 1803-1805. London: Chatham Publishing,
1997. 192 pp., illustrations, maps, sources, notes
on artists, index. £30, US $49.95, Cdn $72.50,
cloth; ISBN 1-86176-028-0. Distributed in the
USA by the Naval Institute Press, Annapolis,
MD, in Canada by Vanwell Publishing, St. Cath-
arines, ON.

It isreasonable to ask if anything fresh can be
written on the Trafalgar campaign, which has
been analyzed hundreds of times. In thisinstance,
Robert Gardiner has edited what might be de-
scribed as a quirky volume which nonetheless
provides some fresh material and an authoritative
treatment of the naval strategy of 1803-05.

The book was produced in cooperation with
the National Maritime Museum in Greenwich.
This gave access to a huge collection of contem-
porary prints and drawings, many by young offi-
cers who recorded details of their voyagesin their
journals. Some are workmanlike, all are in black
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and white, and many display a charming ama-
teurishness, attributes which discouraged publi-
cation before now and which explain the book's
freshness. The pictures were chosen for their rele-
vance to the events, not for their artistic merits,
though some are in fact by established artists who
churned out printsfor sale. In short, thisis not
meant to be an impressive coffee table book with
huge colour reproductions of favourite battle
scenes. Rather it recreates events as the partici-
pants saw them and as they were presented to the
public. This"you are there" sense is a chief
attraction of the book.

The authoritative aspect is assured by the
reputations of the authors. Gardiner is an expert
on Royal Navy ships; David Lyon and Roger
Morriss have produced notable books in recent
years, David Taylor provides several sections
also. Brief sections are supplied by specialists,
such as "Notes on Artists' by Julian Mannering.
The description and analysis of the Trafalgar
eventsistherefore reliable. The contributors
sections are scattered throughout the book, and
while their identities are noted in alist preceding
the "Contents" they are not identified in the text.
To ascertain the author of each section, one must
therefore turn back and scan the list to find the
relevant section. David Lyon, for example, pro-
vides ten sections, ranging from "the East Indies
and Africa 1803-04" to "Invasion Defences — to
"Strachan's Action" (immediately following
Trafalgar). This necessitates much turning of
pages, and frankly it gets annoying very quickly.
Also the mixing of so many short sections by
various authors means a smooth blend is difficult.

This latter point leads to a discussion of the
"quirkiness" mentioned above. Aside from the
scattering of contributions, there is often difficulty
in following the logic in sequencing. After the
"Introduction” (by Roger Morriss, we find after a
search) there is a three page section by Gardiner
on "Americas Barbary Wars," though it is not
quite clear what this has to do with the Trafalgar
Campaign. A short description of ship decoration
practices of the British, French and Dutch navies
is sandwiched between items on the resumption of
the Cadiz blockade, and the opening moves of the
battle. A description of HMS Diamond Rock, an
island overlooking Martinique, occupied and
commissioned as a "stone frigate" by the Royal
Navy, is quite well-done, and well-illustrated, but
aside from the fact that Villeneuve recaptured it
on his voyage to the West Indies in 1805, one

wonders why it deserves four pages in abook on
Trafalgar. The book abounds in such asides, and
it must be admitted, many are of interest. We are
treated to brief sketches of privateer vessels, the
convoy system, the 12-pounder frigate, Robert
Fulton's "infernal” machines, the 50-gun ship,
and the types of craft in Napoleon'sinvasion
flotilla. Of course we also benefit from larger
insights such as the fact that the invasion plans
were made impossible by Sir Robert Calder's
action, prior to Trafalgar, though that wretched
Admiral paid dearly for not scoring a huge vic-
tory. Credit is also given to Lord Barham, the
aging First Lord, whose fleet dispositions made
Calder's action possible. We are informed too,

that Nelson was not bedecked in shiny splendour
in the battle, but was wearing afaded old uni-
form. Thus the shot that felled him was likely
unaimed. There are other examples of recent
research to add to the quality of the text.

Serious complaints are few. There are rather
too many spelling and grammatical errors (tenin
fact) of the sort which escape a " spell-check™ but
not proper proofreading. Louis XV was executed
in 1793, not 1792, and | am not sure it was fear of
Jacobinism which motivated Britain in the war by
1805. [9] On p. 122 we are told Nelson arrived in
the West Indies by June 1805, and on p. 123 it is
changed to July, rather akey point. Thereis also
an occasiona lapse into jargon which will confuse
many, such as the earnest statement [151] that the
Victory's approach to her opponent was so close
that her main yard "brushed the Yang of the
French ship's gaff."

In short, thisis an amusing read. The topics
are dealt with at too short alength for extended
academic analysis, though the contributors have
high credentials and their accuracy may be relied
on. Theillustrations are fresh and many have
charm, while the text includes much "sidebar"
information which isinformative if not invariably
of obvious relevance. Gardiner does indicate that
many of the sidebars will add up to complete
pictures of certain topics (like ship types) when
all the volumes in the series are seen together.
Five volumes are planned for the 1793-1815 wars;
together they will provide core information on a
myriad of naval issues. Thisis alaudable plan,
but at $72.50 each, one might want to think
carefully about a commitment to al five.

Paul Webb
London, Ontario
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Richard Woodman. The Victory of Seapower:
Winning the Napoleonic War 1806-1814. "Chat-
ham Pictorial Histories" series; London: Chatham
Publishing, in association with The National
Maritime Museum, 1998. 192 pp., illustrations,
maps, sources, notes on artists, index. £30, US
$49.95, Cdn $72.50, cloth; ISBN 1-86176-038-8.
Distributed in the United States by the Naval
Institute Press, Annapolis, MD and in Canada by
Vanwell Publishing, St. Catharines, ON.

Richard Woodman recently retired from a mari-
time career, in which he nonetheless found time to
write two dozen novels set in the period of the
French Revolution and Napoleonic Wars. He has
also written several non-fiction works, including
ahistory of Trinity House's marine service and
The History of the Ship. Richard Gardiner, the
guiding hand behind Chatham's twelve-volume
"History of the Ship" series, did the editing,
picture research, and wrote some of The Victory
of Seapower's specialist sections.

Thisisaworthy addition to Chatham'’s pic-
torial histories. The seriesis designed to cover the
major events of maritime history while providing
a sense of how these were seen by contemporary
painters and print-makers, often using the less
familiar and sometimes previously unpublished
images. Toward these ends, logs, journals, and
other contemporary accounts are used. Most of
the paintings, prints, and drawings of ships and
individuals come from the 60,000 imagesin the
National Maritime Museum at Greenwich. The
series also draws on the many plans in the Admi-
ralty Collection of ship draughts. The Peabody
Essex Museum and Mystic Seaport in the United
States also provided images. Unfortunately all
illustrations are in black and white.

Historians as well as model makers will want
this volume, not only because it covers some
relatively obscure actions and topics but because
the illustrations were selected at least in part to
illuminate seamanship, technology, weapons, and
warfare. Thus there are drawings of the carronade,
the chief naval ordnance innovation of the period.
But The Victory of Seapower should not be con-
sidered only a picture book; its excellent text
provides keen insights into devel opments.

Thisis the fourth volume in five titles for the
period 1793-1815. It covers the whole of events
of the period 1806-1814 and the Hundred Daysin
1815, save for the War of 1812, which isto be a
separate volume. The book opens with the after-

math of the Battle of Trafalgar, when Nelson's
ships of the line smashed the combined French
and Spanish fleets and established British suprem-
acy at seafor nearly a century to come.

This does not mean that the Royal Navy
rested on its laurels. That there were no other fleet
actions was simply a consequence of the fact that
no other major naval force emerged to challenge
British supremacy at sea. US Navy single-ship
victoriesin 1812 could in no way alter the strate-
gic balance. Still, there was much work for the
Royal Navy, especially enforcement of the block-
ade of France and French-controlled territory.
This action by "the storm-battered ships' stands
as one of the signal triumphsin naval history. In
1806 the Royal Navy captured Capetown, de-
stroyed the French West India Squadron, and
attacked Boulogne. Following the July 1807
Treaty of Tilsit, fearful that Denmark would add
its fleets to those of France and Russia, Britain
again attacked Copenhagen and took the Danish
fleet. The Royal Navy also played akey rolein
the Peninsular War and in 1809-1810 it took
Martinique, Santo Domingo, Guadeloupe, Mauri-
tius, and Réunion. All these are covered in this
volume, as are many other actions.

North Americans can look with anticipation
to the volume treating the War of 1812.

Spencer C. Tucker
Lexington, Virginia

Anthony S. Pitch. The Burning of Washington:
The British Invasion of 1814. Annapolis: Naval
Institute Press, 1998. xv + 298 pp., illustrations,
maps, notes, selected bibliography, index. US
$32.95, Cdn $47.95, cloth; ISBN 1-55750-692-2.
Canadian distributor, Vanwell Publishing, St.
Catharines, ON.

This well-written and entertaining book is a
popular history of the British campaign in the
Chesapeake in the late summer of 1814. The
author is to be commended for uncovering much
new information, particularly from American
sources, on the personalities, locales and events of
that campaign. A journalist by profession, Pitch
renders his narrative in a breezy style that engages
our attention and holds our interest. The result is
avery readable anecdotal history of the Chesa-
peake operation of 1814.

Unfortunately, the analysis of these opera-
tions suffers because Pitch does not place themin
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proper strategical context. Although he informs us
numerous times of the weakness of American
forces defending Washington, particularly the
shortage of regular troops, he does not explain
that the American army was absent in the
Chesapeake because much of it was on the north-
ern border that summer, attempting to car ry out
the conquest of Canada, asit had been for more
than two years. Canada, the major theatre for both
the American and British governments during the
War of 1812, receives remarkably short shrift in
this book and Pitch seems unaware of the inter-
connection between events in the north and
operations in the mid-Atlantic. Washington was
not burned because Vice Admiral Sir Alexander
Cochrane was sure it could be "either destroyed
or laid under contribution," as the author states.
Nor was it burned in retaliation for American
destruction of the provincial parliament building
of Upper Canada at Y ork in April 1813 or the
destruction of Newark (modern Niagara-on-the-
Lake) asis often thought. Rather, an unauthorized
raid on the Long Point area of the Canadian shore
of Lake Eriein May 1814 caused Lieutenant
General Sir George Prevost, commander-in-chief
of British North America, to request Cochrane to
raid the Atlantic coast of America; the admiral
complied. The author's omission of the Canadian
connection is al the more remarkable because it
has been traced and emphasized in two previous
books covering similar ground: Robin Riley's
British at the Gates (1974) and Whitehorne's
Battle of Baltimore (1997).

The historiography of the War of 1812 has
always suffered much from regionalism. Thisis
understandable, given the geographical extent of
the conflict. Yet it can be taken to extremes as it
often is by historians of the Chesapeake, Louisi-
ana and Northwestern campaigns who fail to
place these campaignsin their proper perspective.
The major theatre of the war, the area where both
the United States and Britain concentrated the
bulk of their forcesin 1812-1815, was the north-
ern border between Buffalo and Lake Champlain.
The figures speak for themselves — by the summer
of 1814, 70 percent of the American regular army
and 77 per cent of the British regular troopsin
North America (28,000 of atotal of 36,000) were
operating there. The northern theatre was of
paramount importance and since it affected stra-
tegical and operational considerationsin all other
theatres, it can only be ignored by historians of
those other theatres at their peril.

The Burning of Washington is a book that
will appeal to general readers who like their
history lively and diverting but it will be of
considerably less interest to the professional
historian or student of the War of 1812. Although
itisin no way the author's fault, the very high
price will probably limit salesin this country.

Donald E. Graves
Ottawa, Ontario

John Y ue-wo Wong. Deadly Dreams: Opium and
the Arrow War (1856-1860) in China. Cambridge
and New Y ork: Cambridge University Press,
1998. xxx + 542 pp., tables, figures, chronology,
word list, bibliography, index. US $69.95, cloth;
ISBN 0-521-55255-9.

It isdifficult to do justice to a book as well-in-
formed, provocative and rewarding as John
Wong's Deadly Dreams. The 1856-1860 conflict
had its origins with British Prime Minister Lord
Palmerston, who was anxious to expand British
trade, the dominant theme of his foreign policy.

Palmerston was quite prepared to use force, as he
had in 1840-1842, to secure trade concessions
from China. That first Opium War failed to pro-
duce the desired increase in trade and access to
the wider Chinese market. Well aware that three
major rebellions were raging in Southern China
the British exploited the opportunity to open the
door for their trade, in order to offset the cost of
Chinatea, prop up India, and benefit the wider
Imperial economy. Palmerston wanted conces-
sions from the Chinese authorities and was pre-

pared to go to war to get them. These views were
made known to the acting Consul at Canton,

Harry Parkes, when he wasin London in early
1856. Moreover, the British government prepared
for the conflict by seeking alliances with France,
the United States, and even its recent enemy,
Russia, and by despatching gunboats for coastal

operations before the incident that is commonly
understood to have prompted the conflict. Having
created afirst-class coast assault navy to attack
Russia from the sea, England was well equipped
to make demands on China. Wong might have
added that the selection of Rear Admiral Sir
Michael Seymour for the local command was no
accident. Seymour had first-hand experience of
gunboat operations in the Baltic Campaigns of
1854 and 1855. More work on him and hisrela-
tionship with the Home Government, both before
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he was sent to China, and during the early stages
of the war, asrevealed in the Halifax papers,
would have been a useful addition to the study.
In October 1856 the Water Police at Canton
seized crewmen who were known pirates from the
Arrow, a Hong Kong-registered lorcha (a Euro-
pean-style vessel with a Chinese rig, built and
owned locally). Acting Consul Parkes persuaded
hislocal superior, the Minister Plenipotentiary in
the Far East, Sir John Bowring, and Admiral
Seymour, to begin awar without revealing that
the lorchawas out of registry and had lied about
the insult to the British flag which, as Wong
shows conclusively, was not flying at the time.
Bowring, who had been ordered to renegotiate the
1842 Treaty, was desperate to demonstrate his
prestige by gaining access to Canton. Both his
wider aims and his personal ambitions had been
thwarted by Imperial Commissioner Yeh. Yeh's
obstruction had already irritated Bowring, and he
hurried to exploit Parkes' incident to knock down
the gates he could not open peacefully. His dis-
patches also helped to demonise Y eh. Only later
did Bowring realise that Parkes had misled him.
When news of the incident reached London
the Ministry was defeated in the House of Com-
mons by an unholy coalition of radicals, disgrun-
tled whigs and opposition tories. Palmerston, who
had his finger on the political pulse, called a snap
general election in which he soundly defeated his
critics, many of whom lost their seats. Defeat
taught the Manchester radicals Cobden and Bright
that the manufacturing districts they represented
wanted a Palmerstonian war for trade, not a
pacific foreign policy. Opium was not the only
commodity that Britain wished to sell in China.
Beyond the specific case of the Arrow War
Wong discusses long term trends in British pol-
icy. Palmerston and his colleagues sought an in-
formal empire of Free Trade, with profit as the
overriding aim. Territory costing money to ad-
minister was avoided outside the Indian sub-
continent and much of the policy on Chinawas
driven by Indian needs. For much of this period
the main weapon of the Empire, the Royal Navy,
was paid for by the import duty on Chinatea
coming into Britain! This puts the cost of sea-
power in perspective, and shows just how cheaply
aglobal empire can be secured. This study, based
on the Canton archives captured by the British in
1857, the Imperial Chinese Archives and British
and French official papers, completely overhauls
our understanding of this conflict, and its wider

antecedents. No student of nineteenth-century
history can afford to ignore this book.

Andrew Lambert
London, England

Jane Samson. Imperial Benevolence: Making
British Authority in the Pacific Islands. Honolulu:
University of Hawai'i, 1998. xvi + 240 pp., maps,
notes, select bibliography, index. US $35, cloth;
ISBN 0-8248-1927-6.

Jane Samson is quite correct when she states that
little is known today about Royal Navy activities
in the Pacific Ocean following the voyages of
Cook, Vancouver, and Bligh. The present study
sets out to examine the complex interlude of
"informal empire" that separates the era of culture
contact and the commencement of colonial rule.
Readers who expect to read about lusty encoun-
ters between seamen and native women and
gunboat diplomacy designed to intimidate violent
warriors will be surprised. Naval officers influ-
enced by evangelicalism, strong anti-slavery
sentiments, and nineteenth-century debates about

the nature of race dedicated themselves to
Christianization and civilization of the Pacific
islanders. They pursued a humanitarian mission in

which they supported the work of Protestant
missionaries and opposed beachcombers, French
Catholics, sandalwooders, settlers, traders, whal-

ers, escaped convicts, and procurers of natives for
plantation labour. Officers worried about demo-

graphic decline caused by venereal diseases and
epidemics, alcohol, and the diffusion of firearms.

Because nineteenth-century British govern-

ments lacked interest in annexing Pacific islands,
naval captains found themselves at some disad-
vantage in their efforts to control whites who took
up residence among the natives. British consuls
such as George Prichard at Samoa annoyed naval

officers by supporting resident Europeans rather
than the ilanders. Instead of serving as an agent
of civilization, Prichard sold liquor, muskets,

powder, and shot from the consulate, and he dealt
with other traders, contrary to the wishes of
humanitarian naval officers who supported mis-

sionary work among the islanders and expressed
positive views about the Samoans. Nevertheless,

when native governments emerged at Tonga or
Fiji, the British refused to recognize them fully.
Royal Navy captains relied upon mission stations
for information that often tended to confuse the
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issues. As aresult, they intervened in politics and

jumped to conclusions based upon their own
attitudes of superiority. During the 1840s, mis-
sionaries at Tonga opposed the emergence of a
confident centralized native government. Fijian
politics were even more complex, volatile, and
violent. The British advanced the position of
Cakobau to the rank of tui viti (ruler of all Fiji),
but there were three unsuccessful cession attempts
— 1855, 1858, and 1874 — before the British
government took control.

British naval officers and missionaries be-
lieved that mistreatment of islanders by traders
produced a cycle of retaliatory violence directed
against the next white visitors to arrive at their
shores. Some merchant captainsinvolved in the
sandalwood trade and in transporting native
labourers from the New Hebrides and Solomon
Islands used intimidation and even kidnapping to
fill their quotas. Over 100,000 islanders went to
Queensland and 27,000 to Fiji. However, Samson
points out that the naval humanitarians exagger-
ated the level of force involved in both pursuits.
After all, the sandalwood traders depended upon
cooperation with native |labourers who cut,
cleaned, and stored sandalwood. Traders expected
hard bargaining and threats, but many captains
carried instructions from ship ownersto avoid
violence. Regarding the plantation labour trade,
most natives volunteered and did not suffer
compulsion. Samson identifies many other factors
that explain native violence such as their desire to
acquire European goods, internal rivalries, deep
concerns about devastating disease epidemics, and
many incidents that resulted from complete
misunderstandings. The naval humanitarians
believed that violence occurred because the
traders could not control their behavior and
described the plantation labour trade as outright
slavery. The difficulty was that Royal Navy
officers lacked jurisdiction over the merchant
traders and the Pacific islanders who were neither
British subjects nor bound by treaties.

Samson notes that between 1829 and 1874,
there were only eight incidents where naval cap-
tains turned their guns on islanders. Naval bom-
bardments destroyed villages, but were of ques-
tionable effectiveness since the natives simply
fled. They were not intimidated by British techni-
cal superiority and recognized that they could kill
traders or missionaries when the warship departed
the area. Despite misunderstandings and provoca-
tions, the Royal Navy did not practice gunboat

diplomacy in the South Pacific. In their moral
crusade to help primitive islanders, some officers
failed to recognize local realities and refused to
understand that Britain was not anxious to take on
the headaches of expanded empire. In the case of
Fiji, Commodore James Goodenough, a humani-
tarian of paternalistic views, believed that he
knew what was best. The fact that there was a
racially mixed government struggling to govern
Fiji did not enter Goodenough's thinking, which
was dominated by his readings.

Samson's excellent book clarifies many
aspects of nineteenth-century South Pacific
history and there are broader questions presented
for further discussion and thought. First, itis
valuable to compare Royal Navy rolesin the
South Pacific with the Northwest Coast of No rth
America and elsewhere involving coastal and
island indigenous populations. Second, the actions
of the benevolent and self-righteous naval officers
resonate from the nineteenth century to the pres-
ent. Their humanitarianism and paternalist views
based upon religion and racial theories of the day
often confused rather than clarified situations.
Even with the best of intentions, British naval
officers usually accomplished their best work at
seaand not in politics on land.

Christon I. Archer
Calgary, Alberta

Donald L. Canny. Lincoln 's Navy: The Ships,
Men and Organization, 1861-65. Annapolis:
Naval Institute Press, 1998. vii + 232 pp., illustra-
tions, maps, photographs, tables, sources, index.
US $49.95, Cdn $72.50, cloth; ISBN 1-55750-
519-5. Canadian distributor, Vanwell Publishing,
St. Catharines, ON.

This nicely rounded tome on the Union Navy
findsits author having to fight two major difficul-
ties. One, unusual for Naval Institute Press, is an
annoying type face and remarkably poor copy
editing, resulting in some confusion and obvious
errors, especially where dates are concerned. The
other, not so unusual to students of thiswar, isthe
subject itself —a navy with lots of bureaucracy
and precious little style and panache, especially
compared with its more colorful and often outra-
geousrival, the Confederate Navy.

By 1861, the US Navy, which had once faced
down Algerian pirates and European superpow-
ers, had sunk into an underbudgeted morass of
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bureaucracy that favored neither skill nor inge-
nuity. It had no enemies to fight and no money to
fight them with. Then, with secession, it lost
many of its best and brightest officers to the new
Confederacy, and was faced with rebuilding a
navy utterly unlike its predecessor either in purp-
ose or in content. Unlike the ocean-going, deep-
water navies of other countries of the period,
designed to protect against foreign depredation or
to commit depredation themselves, what the
Union needed was more of a shallow-water police
force to suppress its own people, or those seg-
ments of the population seeking independence.

It was a daunting task, and what emerged
was a navy of massive size and limited efficiency
(twenty-five percent of its ships were in for
repairs at all times). What it lacked in originality
or effectiveness, it made up in sheer numbers —
fully ten times the size of the Confederate Navy.
For every Confederate ship the Union Navy had
a whole class of comparable ships. It is sometimes
hard to imagine why it took them four years to
beat their undersized and underfunded rivals.

Despite a handful of spectacular battles by
sometimes brilliant and noble ships and com-
manders, the daily reality of the Union Navy was
a tedious grind, whether on blockade station in the
Atlantic or Gulf of Mexico or on patrol in count-
less rivers and bays where running aground was
often more of a hazard than an elusive enemy.
Canney gives a good feeling of this throughout
the book, especially in excellent segments about
life on board ship and the long and complex
processes involved in such a large endeavor of
shipbuilding, logistics, and supplies.

At the beginning of the war, America had a
merchant fleet second only to Great Britain and a
naval fleet hardly worthy of the name. At the end
of the war, America had lost virtually its entire
merchant fleet to foreign flags, thanks to the
Confederate raiders, and had built a world-sized
naval fleet, most of which, unfortunately, could
not safely venture more than a few miles from
shore. The legacy of the shallow-water ironclads
has been greatly overrated — they paled by com-
parison to the likes of Britain's Warrior or
France's Gloire or the generation of seagoing
ironclads like the Confederacy's Stonewall, which
arrived too late to do battle.

What is most rewarding about this book is its
thoroughness — it covers every aspect of what it
took to build, deploy, and maintain this naval
behemoth — and its pictures. These truly do speak

more than words about what naval existence was
like at that time In a word, it was depressing,
though doubtless it was eminently better than
being slaughtered on land in what is still Amer-
ica's costliest war in terms of wholesale suffering
and loss of life.

In the end, the best word for the Union Navy
may be "serviceable." It did the job, and a very
specialized one at that, and when that job was
done it was, mostly, scrapped, as it had little
application in a world where global seapower was
the lynchpin of what a navy was about. It would
take America another thirty years to begin to join
that elite company of naval powers.

John Townley
Sea CIliff, New York

Charles M. Robinson Ill. Hurricane of Fire: The
Union Assault on Fort Fisher. Annapolis: Naval
Institute Press, 1998. xv + 249 pp., illustrations,
maps, photographs, appendix, notes, bibliography,
index. US $29.95, Cdn $43.50, cloth; ISBN 1-
55750-720-1. Canadian distributor, Vanwell
Publishing, St. Catharines, ON.

The efficacy (and efficiency) of the Union block-
ade of the Confederacy during the US Civil War
has renewed interest of late. David Surdam's
provocative article, "The Union Navy's Blockage
Reconsidered", in the Naval War College Review
(Autumn 1998) joins what appears to be a major
difference of opinion between purist Civil War
historians (Richard Beringer et. al, Raimondo
Luraghi, Frank Owsley, Stephen Wise and Wil-
liam Still, Jr.) and more traditional naval histori-
ans such as Bern Anderson. The former tend to
debunk the value of the naval blockade in defeat-
ing the Confederacy. Surdam and Anderson pur-
sue the opposite conclusion. All agree on one
salient point — the seminal importance of the
southern port of Wilmington, North Carolina to
the economics and logistics of the conflict.
Guarding that entry point for the Confederacy's
life blood were several fo rts, the most impo rtant
of which was the famous Fort Fisher. Curiously,
the struggle for this fort has become the focus of
two recent operational studies, Chris Fonvielle's
The Wilmington Campaign (Savas Publishing,
1997) and Robinson's monograph, reviewed here.

While Robinson does not cite Fonvielle, the
latter's thirty-two detailed tactical maps as well as
his more general focus on Wilmington rather than
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the fort may well be the significant difference
between the two works. Nonetheless, of interest to
students of maritime, Civil War and naval history
generally must surely be the integrated study of
personalities, combined operations, technology
and strategic intent in Hurricane of Fire. All have
been succinctly captured by Robinson, a history
instructor in Texas, previously published author
(Shark of the Confederacy; the Story of the C.S.S.

Alabama[Naval Institute Press, 1994]), and life-
long student of Fort Fisher's claim to Civil War
glory. Certainly the events themselves are not
forgotten (that is for anyone familiar with the war
outside Virginial). Rufus Zogbaum's famous
battle painting (carried in part on Robinson's dust
jacket) of Fort Fisher in L.G. Prang's famous War
Scenes lithographic series conveyed the tactical

ambiance and symbiosis of massive fort, heavy
ordnance, and poorly orchestrated and under-
equipped landing force attack of sailors and
marines. Moreover, even today, Fort Fisher's
physical remains are atourist attraction for the
area. But, like so many facets of the Civil War
story, Fort Fisher's role has been largely nested in
other topical approaches — witness Chester G.

Hearn's biography Admiral David Dixon Porter;
The Civil War Years (Naval Institute Press, 1996)
— where Fort Fisher was but one aspect of that
famous naval leader's career.

The Union did not take Wilmington until
January 1865. This was not because the Union did
not try to take the place, but rather because the
army and the navy could never get their act
together as ateam to do so. Other portsfrom
Charleston to Mobile attracted more attention. In
fact, Robinson pointedly suggests the Union
government was misguided in focusing more on
the Wilmington's sister port in South Carolina
than eliminating the principal supplier of Robert
E. Lee's Army of North Virginia. He fails to
account for the political symbolism of Charleston
as the beacon for Union intentions, perhaps, but
certainly provides an interesting sub-theme on
this relationship between the two cities as part of
that cosmic question of the blockage's strategic
success. More to the point about Fort Fisher,
however, Robinson juxtaposes the abortive opera-
tion of Porter and Union politician-general B.F.
Butler in December 1864 with the successful
Porter-Alfred Terry expedition of the following
month that finally cracked thislast citadel on the
southern coast. Again, employing well the art of
sub-thematics, Robinson shows how in that one

month period, the successful politics of are-
elected Abraham Lincoln rendered expendable a
political-general like Butler, thus opening the
door to amilitary solution to the grand strategic
question of how to finally close down the Con-
federacy's maritime link to Europe.

En route to this conclusion, Robinson ably
recounts Confederate defense efforts at building
and improving seacoast defenses, successfully
defending for so long the estuary to Wilmington
and negotiating the minefields of inadequate
manpower, prickly command personalities and an
absence of anaval presence of their own. Robin-
son might have better illumined the technology
story (aside from the comedy of the Union's
rattle-patted notion of exploding a gunpowder-
laden vessel closein to shoreto literally blow-
down the sandy walls of this Confederate Jeri-
cho!). Also, one wonders at "lessons learned”
taken away from this episode by both arms of the
United States military regarding the technology of
ship, fort and ordnance. Nevertheless, Robinson
proves once again that while Fort Fisher might
seem a sideshow, sometimes such sideshows are
pivotal in the larger scheme of things. In this vein,
like Fonvielle, he has given us a useful if special-
ized addition to the military/ maritime story of
mid-nineteenth century North America.

Benjamin Franklin Cooling
Washington, DC

Mary P. Livingston (ed.). A Civil War Marine at
Sea: The Diary of Medal of Honor Recipient
Miles M. Oviatt. Shippensburg, PA: White Mane
Books, 1998. xxxix + 197 pp., photographs,
figures, maps, illustrations, notes, bibliography,
indices. US $24.95, paper; ISBN 1-57249-076-4.

At the height of the American Civil War more
than two million Union soldiers served the US
Army. During and following the conflict, these
victorious soldiers generated innumerable diaries,
day books, articles, letters, and memoirs. The
federal navy on the other hand, recruited far fewer
sailors, and thus, the personal manuscripts penned
by bluejackets was considerably less when com-
pared to that of soldiers. Fewer still were the
number of epistles written by US Marines. At
peak strength during the war, the Marine Corps
boasted less than 4,000 officers and men. Conse-
quently, for scholars interested in the Corps,
diaries are, by comparison, rare.
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To make one of those scarce journal sets
available to the public, Mary Livingston has
edited the diaries of her great-grandfather, Miles
Mason Oviatt (1840-1880) of Cattaraugus County,
New Y ork, who enlisted as a private in the United
States Marine Corps in 1862. Like many recruits
before and since, he immediately regretted his
decision. But also like most of those enlistees, he
adjusted to the rigor. Oviatt matured on board the
USS Vanderbilt and later on the USS Brooklyn.
Eventually, he rose to the rank of sergeant.

Neutralizing marauding Confederate com-
merce raiders was the Vanderbilt's main mission.
In that global quest, the former mail and passen-
ger steamer unsuccessfully chased raiders across
the Caribbean and into the Indian Ocean. During
the pursuit of the CSS Alabama, Oviatt describes
both his responsibilities and the routine aboard the
Vanderbilt, aswell as his homesickness and
seasickness. Not until an unidentified ship appears
on the horizon and the Vanderbilt hurries to
investigate is the daily routine finally interrupted.
On another occasion, Oviatt givesinsight into the
difference between sailors and Marines. The
Marines refused to participate in the traditional
crossing the line frolics as the ship passed the
equator. The leathernecks greeted the seamen
with muskets, bayonets at the ready, when the
salorstried to press the issue.

In the spring of 1864 Oviatt transferred to the
USS Brooklyn. The highlight of the diarist's
career came at the battle of Mobile Bay, when
Oviatt, then a corporal, bravely manned his gun
on the Brooklyn in the finest tradition of the
Corps. For his devotion to duty in the heat of
battle the US Congress bestowed on him the
Medal of Honor. That same decoration and sup-
porting citation are now part of the collection of
Marine Corps Historical Museum in Washington,
DC. Oviatt later went on to participate in the
capture of Wilmington, North Carolina

Interpreting this colorful Marine career,
Livingston has provided helpful notations on
Oviatt and the events surrounding hislife, al-
though the editor fails to note that during the Civil
War, many Medal of Honor winners would likely
not have been considered for the decoration by
twentieth-century criteria. There are also some
factual errors. Thus, we are told that the CSS
Alabama was captured [173], while the role of
USS Minnesota in Hampton Roads [165] and the
impact of the Trent Affair [165] are misrepre-
sented. Finally, the publisher should have re-

moved the many superfluous photographs, repro-
ductions, and the ancestral chart. Despite these
shortcomings, Livingston's commentary is usu-
ally complementary to the text and she should be
commended for sharing the diaries of her ancestor
with those many readers interested in the history
of the US Marines.

Benjamin H. Trask
Newport News, Virginia

James E. Hemphill. Beneath the Waters: Guide to
Civil War Shipwrecks. Shippensburg, PA: Burd
Street Press, 1998. ix + 286 pp., index. US $45,
paper; ISBN 1-57249-054-3.

Beneath the Waters: Guide to Civil War Ship-
wrecksis areference list of sunken ships (alpha-
betically by name) gleaned from the "Battle
Reports" located in the Official Records of the
Union and Confederate Navies in the War of the
Rebellion (ORN). The guide lists the name of the
ship, the date of itsloss, itslocation, the vessel's
dimensions, cannon number and calibre. Thisisa
succinct reference for those aficionados who
would like a single reference that contains the
names of virtually every vessel sunk during the
Civil War. However, those who purchase this
volume to learn more of the U.S. Civil War may
be disappointed, for the volume contains no
commentary, no historical analysis, and no actual

history of these ships. It also contains no mention

that many of the vessels listed have already been
recovered, were looted, destroyed as hazards to
navigation, studied archaeologically, or destroyed
by time and environment. It issimply alist of
some 1200 ships reportedly destroyed during this
war along with avery brief author's summary of
the content of each ORN citation.

The author states his intent in the Preface:
"The artifacts should be raised, preserved, and put
on exhibition to remind us of the gallant and
bloody struggle these men made to establish
ideals." The guide is therefore apparently in-
tended to allow divers and researchers to locate
shipwrecks and recover Civil War artifacts (an
ethically troubling concept archaeologically and
anillegal act in many states since passage of the
Abandoned Shipwreck Act of 1987).

In any review it istempting to evaluate a
volume in terms of what the reviewer feels should
have been written, rather than what has. Since this
list is described as a Civil War reference work it
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should be evaluated as such. In thislight the list
may be a quick, useful reference (within the
confines of the ORN) for Civil War enthusiasts
and it reflects a good deal of patient research. It
also represents the sorting of alarge amount of
primary source material, since the ORN is already
an edited, down-sized, compilation of government
reports and official sources. However, serious
research will by necessity quickly bypass Beneath
the Waters. The citations are too brief, are crypti-
cally summarized, and only a handful of sources
congtitute the entire bibliography. The volume
therefore falls short of its stated aim to be the
"Ultimate Resource" on Civil War wreck sites.
Regionally based reference works like Lee
Spence's, Shipwreck Encyclopedia of the Civil
War: North Carolina, 1861-1865 and Shipwreck
Encyclopedia of the Civil War: South Carolina
and Georgia, 1861-1865 (Shipwreck Press, 1991)
are not as far ranging in scope as Beneath the
Waters but are far more comprehensive, contain-
ing narrative explanations of each site aswell as
a multi-source bibliography which includes the
ORN as well as many other primary sources.

Bradley A. Rodgers
Greenville, North Carolina

Robert N. DeArmond. The USS Saginaw In
Alaska Waters 1867-1868. "Alaska History" No.
14; Fairbanks, AL and Kingston, ON: Limestone
Press, 1997. xix + 145 pp. + maps, photographs,
appendix. US $22, cloth; ISBN 1-895901-10-3.
Distributed by the University of Alaska Press,
Fairbanks, AL.

The Saginaw was the first United States warship
built on the Pacific Coast, at Mare Island Navy
Yard (closed by the Clinton Administration) in
Vallgjo, California. She was awooden 155-foot
propeller driven sloop, lightly rigged, and draw-
ing no less than eight feet. Her specifications
called for a 32-pounder as a pivot gun and two
boat guns. Later she was listed as sporting one
50-pounder Dahlgren rifle, one 32-pounder and
two 24-pounder rifles. She was a handy little
instrument of an expanding maritime empire. She
was launched in 1859, and was soon deployed on
China station but found herself in North American
waters during the Civil War on patrol, guarding
against Confederate actions. She cruised the
Mexican coast for awhile, but before long her new
field was opened: Alaska, acquired by the United

States from Russiain 1867.

Saginaw made two cruises to southeast
Alaska, in 1868 and 1869. This book is arecord
of those voyages, with special attention given to
problems faced by commercial shipping on the
northwest coast of North America, especialy in
British Columbia waters. Although other Amer-
ican gunboats had appeared before in Alaskan
waters, Saginaw was the first to arrive by way of
the Inland Passage. She thus had to pass through
what were then British colonial waters, and her
pilot, Robert Hicks, was an Englishman who
served also as native interpreter. Saginaw was on
the watch for native attacks on legal shipping, and
the case of the American-registered schooner
Growler, which had cleared from Sitka for San
Francisco, attracted the attention of the gunboat's
captain, Commander John G. Mitchell. Growler
went aground at Cape Chacon and was a total
wreck. Some Haida discovered and plundered the
wreck. It was believed the Indians came from the
Queen Charlottes, and accordingly Saginaw sailed
there to investigate. Mitchell made some arrests,
but the Haida informants all gave different stories.
What happened to the Growler's people was
never proved with any degree of certainty, and all
Mitchell could do was return the informants to
their village. So often this was the case in gunboat
diplomacy where specific details could not be
supplied and confirmed. Asfor Hicks, he was
later relieved of hisduties, for although he kept
the vessel off all rocks and brought her into
harbour without touching bottom he seems to
have wanted to take the Saginaw where and when
he would. As Mitchell's successor, Meade, put it:
"Heisagood pilot and interpreter but has been
spoiled for service in aman-of-war by being
allowed too much latitude. In mid-journey he
refused to take the vessel to Sitkaand | was
obliged to deal in a summary manner with him."
[55]

Throughout these cruises the job of the
gunboat was one of quarterdeck diplomacy —
keeping the Indians quiet. Students of this subject
will find a good deal of information on this theme
here, though more editorial comment on the eth-
nographic side would be welcome. Several period
charts help as a guide for the track of the steamer.
Meade's two articles on Alaska, with attention to
acoalfield, were published in Appleton 's Journal
in 1871 and appear here as an appendix. A Chi-
nook language dictionary is aso included. There
is, sadly, no bibliography and no index.
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Also missing isageneral discussion of US
naval policy for Alaska and a history, necessarily
brief, of what that navy had been doing in those
waters. An opportunity has been lost to elevate a
local history to a national, even international one.

Barry Gough
Waterloo, Ontario

Jerry W. Jones. U.S. Battleship Operationsin
World War |. Annapolis: Naval Institute Press,
1998. ix + 170 pp., photographs, figure, map,
notes, bibliography, index. US $29.95, Cdn
$43.50, cloth; ISBN 1-55750-411-3. Canadian
distributor, Vanwell Publishing, St. Catharines,
ON.

US Naval operations were far from glamorous
during World War | and thus have received little
attention. Jones argues that they were nonetheless
important and analyzes the contribution of Amer-
ican battleshipsto Allied victory in this concise
study. The addition of a US battleship division to
Britain's Grand Fleet provided it with "unquali-
fied superiority in battleships over the German
fleet" [ 128] at atime when Russia's withdrawal
from the war and defeats suffered by Italy had
produced a sense of crisisin Britain. Jones also
believes that German battleships posed a threat to
US troop transportS that was countered by battle-
ships assigned to escort the convoys.

Little of thiswas clear to policy makersin
Woashington in 1917. For six months following
American entry into the war, officials were reluc-
tant to violate Mahanian strategic principles by
dividing the fleet and dispatching battleships to
European waters as requested by Britain. Only
when discussions with Admiralty officials con-
vinced Admirals Henry T. Mayo and William S.
Benson that the vessels were needed to counter
the German High Seas Fleet and to make possible
the naval offensive advocated by President
Woodrow Wilson, was Battleship Division Nine
sent to join the British fleet in the North Sea. At
virtually the same time three ships from Battle-
ship Division Six were sent to Ireland to protect
US troop convoys sailing to France.

Jones credits Benson for the decision to send
the ships and Hugh Rodman, commander of
Battleship Division Nine for his skill in working
with British naval leaders and developing younger
American officers. Jones considers the joint
service with the Royal Navy to have been of great

benefit to the Americans who made great ad-
vances in gunnery and communications while
operating jointly with the Grand Fleet. He also
shows that officers in both navies came to like
and respect their counterparts in the other service,
thus laying a firm foundation for working to-
gether during World War I1.

Jones argues his points convincingly, pro-
vides a helpful diagram and map, and explains
topics such as gunfire spotting clearly. Thisisan
excellent study. It does not so much break new
ground as it complements previous studies of
Anglo-American naval diplomacy and American
naval leaders and policies during World War | by
providing a succinct analysis of the role played by
US battleships in that conflict. It is certain to
become the standard work on its subject.

James C. Bradford
Bryan, Texas

Dan van der Vat. The Grand Scuttle: The Sinking
of the German Fleet at Scapa Flow in 1919.
London, 1982; Edinburgh: Birlinn Limited, 1997.
240 pp., maps, illustrations, photographs, appen-
dices, note on sources, index. US $19.95, paper;
ISBN 1-874744-82-3. Distributed in North Amer-
ica by Dufour Editions, Chester Springs, PA.

First published in 1982, thisis the remarkable
story about the scuttling of one of the world's
finest fleets at Scapa Flow in June 1919. Journ-
alist-turned-historian Dan van der Vat is a superb
story-teller. His goal isto recount the history of
the German High Seas Fleet: "its construction,
frustration in war and peace, its humiliation and
self-immolation in the name of honour and its sal-
vage as a valuable source of uncontaminated
steel." Much of the detail, at |least for the period
up to the internment, is familiar and the author
has relied on standard works in his interpretation.
For the rest of the story, the final anxious months
for this once proud fleet, he has mined unused
German archive material, eye-witness accounts
and the recollections of survivors.

The German High Seas Fleet had humble
origins. Initially the plan was to build light cruis-
ersfor raiding enemy commerce. This policy —a
rational and sensible one for aland power —was
set aside by Alfred von Tirpitz when he took over
the German Admiralty in 1897. He believed that
Germany should maintain a fleet of sufficient
strength to inflict serious damage on the world's
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most powerful fleet, even in alosing battle.
Tirpitz's "risk theory" was to govern German
naval policy until the very end, unnerving the
British in the process, leading to the naval race
between the two powers and contributing directly
to the outbreak of war in 1914.

When the war began, the British Grand Fleet
and its German rival waited at their respective
bases off the North Sea for the opportunity for a
decisive engagement in the Nelsonian tradition.
When it came at Jutland in 1916 the results were
bitterly disappointing. Van der Vat sees the out-
come as a German victory, tactically and morally,
as British losses were greater than the German
and the latter acted boldly and with greater dash.
Jellicoe was too cautious but with reason: the
risks were far greater if he lost. Strategically, of
course, the victory was Britain's. The Royal Navy
retained undisputed mastery of the North Sea,
denying the Germans further opportunity of fleet
action. In fact, the shift to submarine warfare after
Jutland demonstrated that the days of the tradi-
tional battle fleet were over. Britain's Grand Fleet
spent the rest of the war behind a screen of mines
in a safe anchorage at Scapa Flow.

By the end of July 1918 Germany was losing
the war, its land forces exhausted, its resources
depleted. All that remained was its fleet, virtually
intact, and ready for action. Could the fleet be
used for one last ditch effort against the British,
bolstering Germany's position at the negotiating
table and offering a stunning vindication of
Tirpitz? The Admirals thought so but disaffected
and war-weary crews thought otherwise and the
plan was abandoned.

At the lengthy and difficult peace negotia-
tions, Germany was stripped of her naval re-
sources, seventy-four of her finest ships were
interned at Scapa Flow to await the outcome of
the peace treaty. There, Admiral Hans Hermann
Ludwig von Reuter, a capable officer of the old
school, endured the indignities of internment and
the distractions of disaffected crewsin the tight
grasp of a Communist Soldiers Council. Con-
vinced by four-day-old news reports that the
British intended to seize the interned fleet and
force a harsh peace on Germany, Reuter ordered
the crews to scuttle. It was all a misunderstanding
but fateful in its consequences: fifty-two of the
ships went to the bottom. Germany's magnificent
High Seas Fleet was no more. For the British it
was ablessing: their naval supremacy was still
unchallenged. For salvage firms mining the rich

scrap heap for years afterwards the scuttled fleet
was a source of wealth and employment.

This book will appeal to both academic his-
torians and the general reader. Its glaring weak-
ness is the absence of notes and a detailed bibliog-
raphy. But it is awell-written account, solid in its
attention to critical detail and illuminating in its
revelations about thisimpo rtant event.

David Facey-Crowther
St. John's, Newfoundland

David C. Evans and Mark R. Peattie. Kaigun:
Strategy, Tactics, and Technology in the Imperial
Japanese Navy 1887-1941. Annapolis: Naval
Institute Press, 1997. xxv + 661 pp., maps, fig-
ures, tables, illustrations, photographs, appendix,
notes, bibliography, index. US $49.95, Cdn
$72.50, cloth; ISBN 0-87021-192-7. Canadian
distributor, Vanwell Publishing, St. Catharines,
ON.

Thisis an excellent book. Itstitle should be read
carefully, as the authors maintain their focus on
the strategic, tactical and technological aspects of
Japanese naval history throughout their analysis.
The introduction acknowledges that a comprehen-
sive history of the Japanese Navy would entail far
more considerations, such as administrative struc-
tures, economic policies, civil-military relation-
ships and so on. Nonetheless, although it neither
covers all aspects of the Imperial Japanese Navy
(I13N) nor the entire period of the existence of that
important Navy, Kaigun is an essential reference
work for those interested in the 1JIN.

The apocalyptic fate of the IIN in the Pacific
War looms large throughout the volume. The
question implicitly and often explicitly evident
throughout Kaigun is: How did the Japanese Navy
find itself in such a disastrous state in 1945? The
authors provide numerous answers to this fasci-
nating question, and provide not only an excellent
analysis of their main points of investigation but
also significant insights into many issues with
which they deal tangentially.

Their main arguments concern the serious
shortcomings that developed in the Japanese
Navy's strategy, tactics, and technology as time
went on, despite the impressive excellence of the
1IN in certain areas. The greatest strategic weak-
ness was the failure either to understand the re-
quirement for or to develop anaval strategy that
supported Japan's national strategy. Clearly this
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fault extended beyond the IJN, but the authors
argue persuasively that the Navy focussed not on
strategy but on battle. Though well argued, this
aspect of the book might have been stronger had
the authors defined the slippery word "strategy”
better, for the term is almost meaningless without
an adjective such as national, military, or naval
before it. The authors do briefly try to extend their
discussion to grand strategy, but again do not
address the semantic jungle surrounding the term
grand strategy with sufficient precision. Nonethe-
less, the overall thrust of their argument regarding
the failure of the IUN to develop a naval strategy
that would effectively support Japanese national
goals is undoubtedly correct.

Tactically the Japanese excelled at surface
warfare, especially at night. The authors argue
that most Japanese thought focussed on winning
one decisive battle, the penultimate goal — in the
IUN's view — of naval warfare. As the Japanese
expected to be outnumbered in most instances,
they aimed for qualitative superiority. This ap-
proach succeeded in the Sino and Russo-Japanese
Wars, but proved inadequate against the US
Navy. Japan put immense effort into one particu-
lar aspect of qualitative superiority: outranging.
This becomes the springboard for Evans and
Peattie's examination of, among other things,
super-battleships (Y amato), weapons (such as
Long Lance and midget submarines), carrier
aviation, and the supporting operational concepts.

Interwoven throughout these discussions is
an analysis of the Japanese approach to technol-
ogy. The Japanese proved highly successful at
developing basic or "first level" technology. They
suggest, however, a Japanese weakness in "sec-
ond level" technology, where systems enginee ring
is critical. They also argue that the IJN's emphasis
on war- fighting excellence in weapons often
compromised other qualities impo rtant in the
longer term. The best example is fighter design,
where pilot protection measures were sacrificed
for performance. In the short run this gave Japa-
nese fighters impressive performance. In the long
run pilot attrition proved the Achilles heel of the
Japanese naval air arm.

The overarching argument advanced regard-
ing the IJN's strategy, tactics, and technology is
that they were all conceived with a limited war
that would be decided by one climactic battle in
mind. The IJN's inability to envision a prolonged
conflict led to its almost astonishing oversights in
shipping protection and anti-submarine warfare,

as well as pilot and aircrew training rates.

Kaigun supports its arguments with a wealth
of references and notes that provide further oppo-
rtunities for those inclined to more research in this
area. The book is superbly supported by lines
drawings (ships, planes, weapons, formations, et
cetera), maps, tables, and photographs of promi-
nent Japanese naval officers. Finally, there is an
appendix containing short biographies of dozens
of important Japanese naval officers.

This book is naval history at its best. It is
essential reading for all those with an interest in
the IJN, and it is also more than worthwhile for
those with interest in any form of naval history.

Doug MclLean
Orleans, Ontario

Joseph A. Maiolo. The Royal Navy and Nazi
Germany, 1933-39: A Study in Appeasement and
the Origins of the Second World War. New York:
St. Martin's Press and London: Macmillan Press,
1998. xii + 259 pp., tables, notes, select bibliogra-
phy, index. US $79.95, £45, cloth; ISBN 0-312-
21456-1 (St. Martin's Press) or 0-333-72007-5
(Macmillan).

Over the past decade, numerous new studies of
inter-war British foreign and defence policy have
appeared, written by a generation of young schol-
ars who have approached the controversies of this
period from new perspectives, often based on
research that is far more extensive than in previ-
ous works. As a result, these scholars have pro-
vided fresh insight and a deeper understanding of
the difficulties confronting British policy-makers
in the 1920s and '30s and the motivations behind
their decisions. Joe Maiolo's work falls perfectly
within this category as it presents a new interpre-
tation of the impo rtance of the German navy as a
factor in British naval policy in the 1930s and it
recasts the motivations behind the Royal Navy's
policies toward disarmament, appeasement and
the rise of the German navy.

Maiolo begins his study by examining the
origins of the much criticized Anglo-German
naval agreement of 1935 which, he argues, must
be viewed as part of the Admiralty's attitudes
toward interwar naval disarmament. When placed
in this context, Maiolo concludes, the agreement
made sense for it was one part of an Admiralty
strategy to use naval diplomacy and the global
naval limitation system that had matured since the
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Washington Naval Conference of 1921-22 to
secure British maritime strength. According to
Maiolo, the Anglo-German naval agreement was
meant not just to limit the German navy to a
specific number of ships but also to certain types
of shipsin order to prevent competitive building
in new classes, such as the German pocket battle-
ships of the early 1930s, and to prevent the con-
struction of a navy that could directly threaten
Britain. Admiral Ernle Chatfield, First Sea Lord
from 1933 until 1938, was acutely aware that
Britain's naval supremacy was closely bound to a
stable international order. Any radical changes
that upset the international order would inevitably
undermine Britain's position and lower her rank
as aglobal and naval power. The Admiralty's
construction programmes and naval diplomacy
were desighed to maintain that stable order and
thus to maintain Britain's position as the leading
maritime power. The Anglo-German naval agree-
ment was an important element of this system.
The naval agreement was predicated on
certain British assumptions about German ship-
building capacity. As aresult intelligence played
acrucia role in detecting any German deviations
from the treaty figures. Maiolo presents a detailed
discussion of the Royal Navy's technical intelli-
gence on the growing German navy. While there
were some serious errors in intelligence gathering,
overall, according to Maiolo, the RN's intelli-
gence on German shipbuilding capacity was
accurate. It confirmed earlier estimates that the
Germans would not be able to build beyond the
thirty-five percent ratio until well into the 1940s.
The Anglo-German naval agreement, how-
ever, did not last as, by the late 1930s, the Ger-
man navy began to attempt to exceed its limita-
tions. As predicted by British intelligence, this
effort was hamstrung by the limits of German
shipbuilding capacity. This did, however, result in
a breakdown in Anglo-German naval relations
and began to present the Royal Navy with a
serious threat very close to home. Maiolo traces
these developments and discusses the controver-
sies surrounding Admiralty war planning against
Germany. When discussing the state of readiness
of the Royal Navy at the beginning of World War
I, Maiolo charts a new argument by not placing
the blame on either financial limitations or the
primacy of the RAF in Neville Chamberlain's
thinking. Rather, he argues that the Royal Navy's
policies in the 1930s were designed to leave it as
the world's strongest naval power by the mid-

1940s but that they were not designed to fight any
one state. This meant that when war with Ger-
many broke in 1939 the Royal Navy was not
completely ready. It also meant, Maiolo asserts,
that the navy had no choice but to support Cham-
berlain's policy of appeasement.

Thus, Maiolo presents a new and persuasive
examination of the motivations behind naval
policy in the 1930s. He also continues a recent
trend in historical writing to show that the inter-
war naval conferences were not simply factors
which limited and impeded the Royal Navy's
power. They were aso used by the navy to serve
its own purposes. Aswell, Maiolo presents a
convincing examination of the Royal Navy's
intelligence on and estimates of the German navy.
The only difficulty with this book is that it does
not pay enough attention to the broader, global
and imperial context in which the Royal Navy
operated. The navy's mission was not just to
protect Britain from the German navy. Rather, it
existed to protect the Empire's sea communica-
tions and these were also threatened by another
power, Japan. This book would have been more
complete had Maiolo balanced his principal
theme with some discussion of the questions
surrounding Britain's Imperial defencesin the Far
East. Nevertheless thisis an impo rtant work
which should be read by students not just of naval
history but also of British diplomatic history.

Orest Babij
Kingston, Ontario

Edward J. Marolda (ed.). FDR and the U.S. Navy.
New York: St. Martin's Press, 1998. vi + 202 pp.,
chapter notes, index. US $49.95, cloth; ISBN 0-
312-21157-0.

Franklin D. Roosevelt's life-long interest in, and
affection for, the US Navy influenced American
national policy before, during, and between both
wars. Thisintimate relationship is the theme of
this small but overpriced volume. As areview of
scholarship on the subject the book is generally
successful, its eleven authors drawing on the
extensive secondary literature about the man
(little of their evidence is new). Like the subject,
the essays are arranged in three chronological
periods: the Woodrow Wilson era, when FDR
was Assistant Secretary of the Navy under Secre-
tary Josephus Daniels (1913-20); the Depression
years when as president he was preoccupied with
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the economy (1933-40); and World War 11, which
included rearmament, mobilization, and strategic
decision making (1940 until his death one month
before Germany's surrender in 1945).

FDR was an avowed interventionist who
clashed with the patient and tolerant Daniels until
they split over post-World War | criticism of the
Navy by Admiral William S. Sims, an FDR
favorite. Author Kenneth S. Davis, incidentally,
reliestotally on his 1971 book (!) for this essay
and misuses the term "fleet in being." David
Trask's short treatment of FDR's support of naval
reformers also fills the gap between 1920 and
1933. Ronald Spector argues persuasively that
Daniels and Roosevelt virtually reinvented the
enlisted man by purging the ranks of minorities
and foreignersin favor of technically skilled and
trained majority whites to man the mode fleet.

FDR's first two Presidential terms revealed
his style as manager of doctrine and policy in
every aspect of the Depression-era government. In
perhaps the book's most cogent essay Jonathan
Utley affirms what New Dealers learned early on,
that FDR's management style "was to allow
anarchy to reign and to call it aplan." [63] A case
in point was the 50,000 planes a year announce-
ment that stunned the Navy in 1940 — not treated
in the book but quite extensively in the reviewer's
biography of Admiral John H. Towers. Thomas
C. Hone, in a heavily-annotated and penetrating
analysis, sees FDR as having supported his admi-
rals "but with a catch: he would dictate the pace
and nature of [prewar naval] expansion." [92] His
insistence on new ships and better pay raised
morale in afleet on the brink of war.

Perhaps FDR was in fact a masterful strate-
gist, as Hone believes, given Michael A. Barn-
hart's conclusion that Japan avoided tangling with
him until forced to do so by its urgent need for oil
in Southeast Asiain 1940-41; hence the Pearl
Harbor attack and subsequent war that Japan
knew it could not win. Waldo Heinrichs regards
FDR as only deceptively an apparent "prebureau-
cratic" [117] great captain who seemed aloof as
he evolved from an experimental President to a
directly involved strategic leader after 1938. His
personal direction of active US naval intervention
in the Battle of the Atlantic after May 1941
initiated his role as awartime |leader.

FDR's close wartime relationships with his
British counterpart Winston Churchill and his
own chief of staff Admiral William D. Leahy are
the subjects of essays by Harold D. Langley and

Paul L. Miles respectively. Churchill clearly had
the broader strategic view, especially with regards
to postwar plans, while Leahy is credited as
Roosevelt's strategic coordinator, starting with
the North African invasion. But the true Navy
leader was Admiral Ernest J. King who, biogra-
pher Thomas B. Buell observes, wastypical of the
brand of tough wartime leader that FDR ap-
pointed, in contrast to the politically savvy ones
needed to deal with Congress in peacetime.
FDR's relationship with King regarding Europe
and the Atlantic is the subject of Jeffrey G.
Barlow's fine essay; there FDR wisely followed
the counsel of Churchill and King.

In sum, the implied message of these assess-
ments of Franklin Roosevelt is that the United
States was fortunate to have had aleader so well
versed in naval matters as to keep the Navy on
course — however unevenly due to economic and
diplomatic pressures — toward its ultimate
achievement as the chief instrument of global
policing following his death.

Clark G. Reynolds
Mt. Pleasant, South Carolina

Bruce L. Felknor (ed.). The U.S. Merchant Ma-
rine at War, 1775-1945. Annapolis: Naval Insti-
tute Press, 1998. xviii + 363 pp., photographs,
tables, map, figure, glossary, bibliography, index.
US $32.95, Cdn $47.95, cloth; ISBN 1-55750-
273-0. Canadian distributor, Vanwell Publishing,
St. Catharines, ON.

This book is an anthology of excerpts, drawn
mainly from secondary works, connected into a
narrative by the prose of Bruce L. Felknor, the
editor, and intended to be a chronicle of the US
Merchant Marine in wartime. It is divided into
sections that cover all the major maritime wars of
the United States from the American Revolution-
ary War through World War 11. For many of these
wars, Felknor drew his material mainly from
dated secondary works such as Gardner W. Allen,
A Naval History of the American Revolution
(1913); Edgar Station Maclay, A History of
American Privateers (1895); Colyer Meriwether,
Raphael Semmes (1913); and Lowell Thomas,
Raiders of the Deep (1928). For World War I,
Felknor, who served in that war as a merchant
marine radioman, uses material drawn mainly
from the Standard Oil Company's book, Ships of
the Esso Fleet in World War 11 (1946), John
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Bunker, Liberty Ships: The Ugly Ducklings of
World War 11 (1972), and after-action reports
written by the commanders of US Navy Armed
Guards on merchant ships obtained from Record
Group 38 in the US National Archives. This
section, comprising about a third of the book, is
by far the most interesting part of the volume,

with many vivid first-hand accounts of battles and

enemy attacks on US merchant ships as well as
the other trials, tribulations, and triumphs of the
US Merchant Marine during World War 1. In fact

this book is, in essence, atribute to the men —
merchant seaman and US Navy Armed Guards —
who served on US merchant ships during the war.

The US Merchant Marine at War, 1775-1945,

while of little value to academic historians, should

be of great interest to history buffs and especially
to those men who served on US merchant ships
during World War 11.

David Syrett
New Y ork City, NY

Mozris Beckman. Atlantic Roulette: A Merchant-
man at War, June 1940. Running the Gauntlet of
U-Boat Alley, E-Boat Alley and the Luftwaffe.
Brighton: Tom Donovan Publishing, 1996 [2
Newport Street, Brighton, East Sussex BN2 3HL,
England]. 138 pp. cloth; ISBN 1-871085-32-2.
Distributed by Spellmount, Tonbridge, Kent, UK.

Morris Beckman offers us a classic personal
experience narrative. It treats not the entire dura-
tion of World War 11, but only two voyages.
Within this temporal period, however, an accurate
picture of life at sea aboard British merchant
vesselsis vividly presented, and portraits of
typical British seamen of that era are drawn, such
asthe severe, but just, captain, the helpful appren-
tice, the cook, Maltese Johnny, Wilkie, the "sea
lawyer," from the forecastle, and others.
Beckman served as a junior wireless officer,
and the ambiguous position of this rank in ship-
board hierarchy is clearly portrayed. It is appar-
ent, however, that the junior man felt the uncer-
tainty of his station less than his superior, as he
could associate with apprentices learning to be
ship's officers. His friendship with one, Johnny
Walters, isamajor theme of the first voyage. The
book closes with the discovery that Johnny was
lost on his next voyage and the author's admis-
sion that his memories are not dimmed fifty-five
years later and that he will never forget Johnny.

| suspect a subtle whitewash has been applied
to Beckman's shore-side exploits. If so, it appears
to have been not a deliberate distortion of the
facts, but simply recalling his own youthful
misdeeds as inconsequential in comparison with
those of older (and wilder) shipmates. L abour
disputes aboard also receive candid treatment. On
Beckman's first vessel, the steward was "on the
fiddle," providing food of very poor quality. The
"forecastle crowd" complained to the captain
several times during the voyage and the ring-
leader, Wilkie, received repeated fines as a result.

The book covers the fool's errands on which
the new " Sparky" was sent, and practical jokes,
such as shoe-polished eyepieces on binoculars.
These ended when Beckman was sent for a bucket
of steam and returned with an empty bucket,
excusing himself on the grounds that the steam
had condensed on the way back from the engine
room.

Some well-known vignettes of World War 11
at sea are inserted into the narrative, including the
stories of the Rawalpindi, the Jervis Bay, and the
San Demetrio. The duties and typical lifestyle of
wireless officersare laid out plainly, and all is
presented with warmth and understanding as well
as eloquent prose. Some attention is also paid to
seamen'’s of f-duty pastimes. " Chippy" carves
wooden animals of great beauty and delicacy,
which he sends home to his wife, who sells them.
The chief wireless officer is an inventor. Another
man writes poetry. Others play games such as
draughts (checkers) and chess. Beckman, himself,
studies Spanish with the assistance of Pablo, one
of the forecastle crowd.

The British merchant seafarer's attitude
toward the war is summed up by Beckman's
shipmate, Johnny: "we're civilians, Sparky. A
postman carries on posting. A butcher sells his
meat and a merchant seaman plies his trade.”
"Being a merchant seaman is more dangerous
than being a postman or a butcher," responds the
author. "Aye," says Johnny, "It just shows that we
both chose the wrong trade.”

The book reads easily and the content is
enlightening. although clearly intended for a
popular, rather than academic, audience. Thereis
one distressing note, however. The volumeis
riddled with printer's errors. Aswell, thereis
scarcely a page without some discrepancy in line
spacing, from single, through space-and-a-half, to
double. These distract the reader. With this ca-
veat, | heartily recommend the book to any whose
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interests include its subject matter.

Morgiana P. Halley
San Luis Obispo, California

Michael Gannon. Black May: The Epic Story of
the Allies Defeat of the German U-Boatsin May
1943. New York and Toronto: HarperCollins,
1998. xxviii + 492 pp., photographs, maps, notes,

select bibliography, glossary, index. US $30, Cdn

$43.50, cloth; ISBN 0-06-017819-1.

Allied forces destroyed forty-one German U-boats
and damaged thirty-seven others in May 1943,
leading German submariners to call the month
"Black May." It marked a turning point in World
War Il, for by its end Germany conceded defeat in
the North Atlantic, withdrewing its U-boat fleet
from the main convoy routes. As such, it figures
prominently in the literature of the Battle of the
Atlantic but this is the first full-length study of
this fateful month. Michael Gannon is well-quali-
fied to write this story; he is the author of Opera-
tion Drumbeat, a groundbreaking and controver-
sial account of the 1942 U-boat campaign in
American inshore waters.

His approach is both thematic and chronolog-
ical. Black May begins with an extensive dis-
cussion of the course of the Atlantic campaign up
to May 1943, including technological and tactical
developments and introducing the leading person-
alities. He addresses the German successes of
March 1943 and describes the incredible feat of
U-515 in sinking seven merchant ships on the
night of 30 April/1 May 1943. Nearly half the
book is devoted to the battle for convoy ONS 5
from 29 April-7 May which lost thirteen ships to
a large wolf pack before the surface escort, in a
stunning reversal of fo rtune, destroyed four U-
boats on the final night of the battle. Shorter
chapters review the role of Coastal Command's
air campaign in the Bay of Biscay and German
failures to mount attacks on convoys HX 237, SC
129, and SC 130. An interesting chapter repro-
duces transcripts of secretly recorded conversa-
tions of German POWs in British hands in an
effort to get inside the minds of the U-boat men in
the spring of 1943. Finally, he reviews the U-boat
kills not mentioned in the previous chapters and
assesses the reasons for Allied success.

Gannon realizes that the story of the defeat of
the U-boats has been told before and that his
approach cannot be conventional. He challenges

official historian Stephen Roskill's claim that the
Allied convoy defeats of March 1943 caused
despair within the Royal Navy, arguing Roskill
based this claim on a single source. Instead,
Gannon contends that cautious optimism pre-
vailed at the end of March in Western Approaches
Command and the anti-submarine establishment
of the Admiralty. He downplays the role of code-
breaking in the victory of May, suggesting that
while special intelligence was valuable it was not
decisive. In addition, he pokes a few holes in the
reputation of Sir John Slessor, head of Coastal
Command. In general, however, there is no
radical re-interpretation of the events of May
1943 here: Black May will not spark the contro-
versy of Operation Drumbeat.

Gannon is at his best when describing the
chaotic action around ONS 5, skilfully weaving
together disparate German and Allied sources to
produce an authoritative and compelling narra-
tive. Although Marc Milner has written that the
Royal Canadian Navy watched the events of May
from the sidelines, Canadian surface escorts do
make an appearance in Gannon's text as the close
escorts of threatened convoys. Unfortunately, in
a rare error HMCS Drumheller becomes HMS
Drumheller, thereby robbing the RCN of its only
U-boat kill of the month! No evidence is pro-
duced to refute or support Milner's speculation
that Canadian-escorted convoys were reinforced
with American or British suppo rt groups deliber-
ately because of their suspect RCN close escorts.

Gannon's conclusion of the reasons for
Allied victory is also conventional, stressing that
it was a team effort and that a variety of factors —
Allied scientific and technological superiority, the
proper application of air power, tactical develop-
ments, the obsolescence of the U-boat as a weap-
ons platform, among others — contributed to the
German defeat. Though reluctant to point to a
single factor that was responsible for the defeat of
the wolf packs, he does in one passage assert that
it was due to the quality — largely technological —
rather than the quantity of Allied forces arrayed
against them. In his conclusion, however, he
quotes an estimate that it required 100 Allied
persons engaged in anti-submarine warfare to
match every U-boat man and twenty-five war-
ships and a hundred aircraft to match every U-
boat! Reconciling this apparent discrepancy is a
challenge for another naval historian and shows
that there is still much room for debate about
'‘Black May" and the defeat of the U-boats. Still,
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Gannon has produced a well-researched and
highly readable account of this decisive month.

Robert C. Fisher
Nepean, Ontario

Theodore P. Savas (ed.). Silent Hunters: German
U-Boat Commanders of World War H. Campbell,
CA: Savas Publishing, 1997. x + 215 pp., photo-
graphs, figures, maps, notes, index. US $27.95,
cloth; ISBN 1-882810-17-1. Distributed by
Stackpole Books, Mechanicsburg, PA.

Thisisnot "just one more" U-boat book in an
admittedly already flooded market. The point is
important, for the production of U-boat literature
seems bent on re-discovering and re-narrating the
exploits of every boat, skipper and minor player
in the pantheon. The wartime navy of no other
country commands so much attention as Hitler's
band of brothers. All this explains the skepticism
with which one picks up each new title. Refresh-
ingly, the editor of Silent Hunters offers well-
researched studies of commanders whose unique
stories have largely escaped critical scrutiny. In
doing so he avoids simply regaling us with further
remarkable adventures, though his authors do
deliver entertaining accounts that enhance the
burgeoning canon. The book's value liesin
correcting the often self-promoted stereotypes and
allowing the human dimension of U-boat com-
manders to emerge. Taken together, the essaysin
this volume provide context and depth.

The collection opens with Eric Topp's poetic
meditation on his class-mate Engelbert Endrass.
It was written at seain 1942 some weeks after
Endrass had perished with U-567. An important
document of the time, it reveal s attitudes on key
issues such as camaraderi e, Nelsonic commitment
to duty and the abiding challenge of seafaring.
The reflections are preeminently humane, without
political overtones. Topp, now known internation-
aly asthe black sheep of the U-Boot-Kamerad-
schaft for having repudiated his wartime past,
might perhaps have updated his reflections.
Certainly, his deep sense of loss abides, but his
attitudes have shifted. New readers needed to be
shown that side too. Timothy Mulligan's chapter
"Karl-Friedrich Merten and the Prussian Tradi-
tion" is finely-honed. U-boat buffs will recall
Merten as the cantankerous, petulant old sweat
squabbling with publicist L othar-Gunther
Buchheim of Das Boot fame about the nature of

history. Merten came off in this public debate as
a self-characterized Colonel Blimp refusing to
accept even fair criticism of the Nazi years. That
was unfortunate. For as Mulligan's even-handed
critique convincingly shows, Merten emerges
from his many ambiguities as a man of personal

integrity and courage.

The virtually unsung Ral ph Kapitsky
(U-615) upstages the accountsin its vivid knock-
down-drag-'em-out death throesin the so-called
"Battle of the Caribbean.” Y et here too, author
Gaylord T.M. Kelshall, invites us to contemplate
not only the man, but the significance of his
venture. One of the most distinguished rear-guard
actions of the war, it triggered significant Amer-
ican strategic responses. Equally unlauded until
Eric Rust's sensitive and magisterial portrayal in
this volume was Fritz Guggenberger (U-513), a
"Bavarian U-Boat Ace." One appreciatesin this
chapter both the historian's grasp and the personal
encounter which shaped it. Equally well handled
is Jordan Vause's fine analysis of "Victor Oehrn:
the Ace with No Name." Vause skilfully explains
the meanings and motivations which informed the
life of this self-effacing staff officer, a man who
lived atale as engaging as that of Kapitsky. Oehrn
had planned, among other things, Prien’'s famous
sinking of the Royal Oak in Scapa Flow. Vause's
work is among the most important of the book.

For those concerned with questions of war
crimes and justice, Dwight Messimer's engrossing
study of Heinz-Wilhelm Eck will be the linch-pin
of the volume. The British trial and execution of
Eck in November 1945 is arguably one of the
nastiest pieces of Allied victor's justice on record.
Messimer lucidly examines the record of Eck's
sinking of the Peleus, the machine-gunning both
of debris and —the point in dispute — survivors; he
details the trial and the legal precedents. Signifi-
cantly, he reveals the potential "tu quoque"
arguments (which were never raised in defence).
Allied forces themselves had committed "crimes
against humanity" with impunity in both the
Atlantic and Pacific (the Laconia affair, USS
Wahoo, and the machine-gunning of survivors
from Eck's own U-852). Central to defence argu-
ments were the still relevant principles of opera-
tional necessity and superior orders. Silent Hunt-
ers is awelcome addition to the U-boat library.

Michael L. Hadley
Victoria, British Columbia
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Eric J. Grove (ed.). The Defeat of the Enemy
Attack on Shipping, 1939-1945. A Revised Edition
of the Naval Staff History Volumes 1A (Text and
Appendices) and IB (Plans and Tables). Navy
Records Society, Vol. 137; Ashgate: Aldershot
and Brookfield, VT: Ashgate for the Navy Re-
cords Society, 1997. Ixii (with index) + xiv +380
pp. + xiv + 70 plans, tables, maps, figures, indi-
ces, appendices, notes. US $127.95, cloth; ISBN
1-85928-403-5.

Eric Grove's introduction to this book describes
it as "the most powerful justification of the con-
voy system of Warfare ever written." It is one of
the Admiralty's Naval Staff Histories of World
War |1 and this Navy Records Society edition
makes what is undoubtedly an important study
widely available for the first time. The society has
thus made a valuable contribution to future study
of the both world wars at sea.

The naval staff histories generally reflect
tactical doctrines current when they were written.
Most are straightforward narratives that attempt to
present engagements and campaigns in a factual
manner. The Defeat of the Enemy Attack on
Shipping, as Eric Grove explains, isanaval staff
history with a difference. Indeed, in today's
jargon thisis a staff history with an attitude. Its
origins are important to an understanding of the
book's perspective. The head of the Naval Histor-
ical Section, Rear Admiral Bellairs, was horrified
by a 1949 internal RN paper exercise to study the
lessons of the recent war and to project them onto
afuture war. This study viewed sinking subma-
rines around convoys as "defensive" rather than
"offensive" and supported attacking submarines
"at source." Bellairs turned two of his staff,
Lt.Cdr. D.W. Waters, RN and Commander F.
Barley, RNVR, who were already busy on atrade
defence project, to producing an analytical "digest
of al of the relevant facts" of the Battle of the
Atlantic in order to counter what was regarded as
wooly thinking, namely the view that convoys
were too "defensive" a strategy to protect
shipping.

Waters and Barley painstakingly compiled
extensive statistics and buttressed their text with
references to their exhaustive analyses. Because
they saw that many lessons about defending ship-
ping against submarines were common to both
world wars they included a brief discussion about
World War |. Their study was ready in 1952 but
did not appear until 1957 after internecine strug-

gles with the RAF about how the priority given
strategic bombing over maritime operations and
other controversial topics should be handled.

The Defeat of the Enemy Attack on Shipping
was published in two parts: a narrative and
graphs, tables and plans in the second volume.
The Navy Records Society edition combines the
two original volumes and includes amendments
by the Naval Historical Branch up to 1996. How-
ever, these updates to the statistical tables appear
separately and the reader has to flip back and
forth to avoid drawing conclusions from informa-
tion that has been superceded by more recent
analyses. Arguably one of more impo rtant amend-
mentsisto atable (appendix 2 in Vol. I) showing
U-boats destroyed by cause (the new version ison
page xIvi), i.e. how many |losses were due to ships
and how many to aircraft etc. This shows that the
numbers destroyed by ships and shore-based
aircraft are now known to be somewhat smaller
(both account for twenty-nine percent). If ship-
borne aircraft and sinkings by ships and aircraft
together are added ships were involved in forty
percent. The number of those lost to "unknown"
causes has increased. Waters and Barley produced
several ingenious pictorial graphsto illustrate
points like an "Analysis of U-Boats Sunk In
Relation To the Convoy System" (plan 19), "Bay
Offensive" (plan 22) and " Graph of the U-Boat
War" (plan 38) showing the interaction between
developments by Allied anti-submarine capabili-
ties and the U-boat fleet. None of these are truly
useable in the reprint and enlarged photocopies
will be required. Presumably these problems
resulted because the costs of adequate reproduc-
tion would have been prohibitive.

Thereisno list of sources but the authors'
original 1956 introduction stresses the value of
the meticulous German naval records, which had
been captured and were available. Waters and
Barley suggested that this was probably the first
timein history that a statistical study could be
based on the records of both sides. In hisintro-
duction, Groves makes clear that Waters was
aware of the impact of signalsintelligence on
operations. However, the narrative does not
concern itself with diversions of convoys or the
insights gained from knowledge of U-boat dispo-
sitions and developments in general. While a
useful plan (number 54) shows the growth of anti-
submarine surface forces under British opera-
tional control the narrative does not describe the
evolution of allied plans. To be fair, this study
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was projected asthe first in a series on the Battle
of the Atlantic and it was seen as making avail-
able findings which would provide a context for
more detailed accounts.

This study is a vigorous defence of the
effectiveness of convoysin ensuring that shipping
reaches its destinations. It points out that until
May 1943, sixty-five percent of all U-boats des-
troyed fell to convoy air and surface escorts. One
of the most telling findings is that sixty percent of
all ships sunk by U-boat were not in convoy. For
the war as awhole the loss rate for ships not in
convoy was twice that for shipsin convoy. (Itis
not generally appreciated that the legendary
"aces" of 1939-40 achieved most of their results
against unescorted ships.) Waters and Barley also
have trenchant observations on the relative suc-
cesses of hunter-killer groups acting independ-
ently of convoys and on the greater effectiveness
of shore-based aircraft in escort and support Of
convoys as opposed to area patrols over the Bay
of Biscay and the Northern Transit Areas.

The Defeat of the Enemy Attack on Shipping
makes its case clearly, contains many insights and
is based on rigorous analyses. The foreword by
Eric Grove, which sketches in British post-war
thinking on the defence of trade, is a bonus. The
cost of the volume is daunting, but this book
certainly belongs in academic libraries. Cost-
conscious individuals can qualify to buy copies
for £30 by becoming members of the society.

Jan Drent
Victoria, British Columbia

Leonard C. Reynolds. Dog Boats at War: Royal
Navy D Class MTBs and MGBs 1939-1945.
Stroud, Gloucestershire, UK: Sutton Publishing,
1998. x + 289 pp., photographs, figures, maps,
glossary, notes, appendices, bibliography, index.
£25, US $45, cloth; ISBN 0-7509-1817-9. Dis-
tributed in North America by International Pub-
lishers Marketing, Inc., Herndon, VA.

When the Royal Navy's standard " Short" MTBs
(Motor Torpedo Boats) proved early in the war to

be rather under-gunned when taking on their
natural opponents, the Kriegsmarine's faster S-
boats (or E-boats as the Allies called them),

Fairmile Marine came up with their D Class
motor launches, a heavier but faster model of their
B Class Fairmiles. The "Dog Boats," as they
became known, either as MTBs with torpedoes, or

MGBs fitted just with guns of various weights
and capacity, were able to carry the battle to the
enemy. Admittedly, the steel-hulled diesel-pow-
ered E-boats, at 43 to 45 knots, could usualy out-
distance the slower 30- to 32-knot Dogs. But with
an armament that increased during the war from
asingle 40-mm "porn-pom" and a couple of 20-
mm Oerlikon or .303 machine guns to two 6-
pounders in power mountings, four Oerlikonsin
two power-driven mountings, twin .303 or even
.5-inch twin machine guns, they were formidable
fighting machines and usually controlled the field
if they got in afew hits. Some were fitted with
torpedo tubes, mine-laying capacity, and depth
charges specially modified for dropping across
the bows of merchantmen. All were gasoline-
engined. The crews were usually three or at most
four officers and thirty to thirty-two men.

In service by the spring of 1942, they were
115 feet long, of about 105 tons, and 228 of them
served in some thirty-one numbered flotillas, al-
though twelve were lower numbered ones that
were re-numbered in October, 1943. Canadians,
nearly all RCNVRs, served in many of the British
flotillas, and in February 1944 LCDR J.R.H.
Kirkpatrick took command of a Canadian flotilla.
Tommy Fuller, Doug Maitland and Corny Burke,
al RCNVRs, also commanded RN flotillasin the
Med. There were Norwegian and Dutch-manned
flotillas in this number as well.

Asthetitle suggests, this book islargely a
straightforward description of the activities of
these Dog boats at war in the Channel, the North
Sea, the Mediterranean out of Malta and amongst
the Greek Islands. There is hardly a significant
action fought by the Dogs anywhere that
Reynolds, who was himself a commander of one,
has not covered. Thirty-seven boats were lost,
mostly due to enemy action or to mines and 237
men killed. But at high speeds, at night, close to
shore and often in confused running gun fights
and smoke, there were many collisions with both
the enemy and own forces, and afew lost to
stranding. Reynoldstells us there were over three
hundred actions in which Dog boats were in-
volved, and | would guess that after hisfirst
fifteen-page introduction he has described a good
two-thirds of them, some quite comprehensively.
There were clandestine operations to enemy-held
coasts, mine-laying operations, and MTB-to-E-
boat stand and fight battles.

If one wants a more detached assessment of
the developing fighting strategies and tactics for
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these MGBS/MTBs, of which there was almost
none in the early days, a supplemental book
would be Captain Peter Dicken's Night Action:
MTB Flatillaat War (1974). And for the building
criteria, problems developed in driving wooden-
hulled boats at high speeds in rough seas, and
changes made due to war experience, W.J. Holt's
"Coastal Force Design" paper in Selected Papers
On British Warship Design In World War |1
(1983) is recommended. With their late-war col-
lection of guns, they were not handsome ships:
one new CO commented "Is that the boat or the
box it was delivered in?' [4] But it isawell-told
account of this part of the Coastal Forces war.

Fraser McKee
Markdale, Ontario

Robert A. Maher and James E. Wisg, Jr.. Sailors
Journey Into War. Kent, OH and London: Kent
State University Press, 1998. xi + 207 pp., photo-
graphs, illustrations, appendices, bibliography,
index. US $30, cloth; ISBN 0-87338-583-7.

In October, 1943, USS Borie, afour-funnel flush-
deck destroyer, was an escort in a Hunter/Killer
group with the carrier USS Card north of the
Azores. In anight time action Borie engaged U-
405 in aremarkable battle in which Borie rammed
the U-boat. The two vessels, both nearly sinking,
engaged each other, firing at point-blank range
until U-405 sank. Borie then proceeded to join her
group but had to be abandoned and was sunk by
her escort partners. It has been called the most
spectacular surface battle in the US Navy since
the days of John Paul Jones. Captain Wise USN
(Rtd.), anaval historian, contacted a participant,
Bob Maher, and persuaded him to write about his
old ship and her remarkable battle. This book is
the result. Maher is afine writer and Sailors
Journey Into War is an interesting report of the
battle as well as a humourous account of lifein
the US Navy.

In June 1940, President Roosevelt signed the
Two Ocean Navy Bill authorizing a tremendous
expansion of the US Navy. Maher's story begins
amonth later. He was sitting on his front porch
with his mother when a bunch of friends drove
by. They were off to Jersey City to join the Naval
Reserve and he went along with them. It turned
out that he was the only one of the group accepted
and he signed up immediately for one year's
active service duty. In November, with only the

most rudimentary training, Maher was drafted to
USS Boriein Norfolk, Virginia. Almost immedi-
ately, Borie was off to Coco Solo on the Atlantic
side of the Panama Canal. This was to be her
home port for the next two years.

Borie had been built during World War | and
was a familiar type in the Canadian Navy. In
September 1940, as part of the "destroyers-for-
bases" deal, President Roosevelt had turned over
fifty similar vessels to the British and Canadian
navies. Maher'simpression of Borie wasidentical
to the reviewer'simpression of HMCS Niagara,
ex-USS Thatcher, the ship on which he served for
over ayear: living conditions were primitive, but
these destroyers were fast, well armed and, with
tender loving care, dependable and seaworthy.

Maher's duties involved the maintenance of
all the torpedo and gunnery fire control equip-
ment. In this he was largely self-taught, studying
all the appropriate manuals. He ended up as gun
director pointer above the bridge, an ideal spot
from which to observe any action involving his
ship. During 1940 and 1941, Borie was at sea
much of the time carrying out patrols around the
Panama Canal and working up at leisure. When
the Japanese attacked Pearl Harbor in December
1941, Borie was ready. Soon she was engaged in
Caribbean patrols at atime when the Germans
had a happy-time sinking merchant shipsthere,
one after another. The institution of convoys
finally lessened the slaughter there, though the U-
boats continued to wreak havoc in the Atlantic.

Not until mid-1943 were the Allies able to
tackle the U-boat problem effectively by forming
Hunter/Killer Groups. It was then that Borie
became part of a screening group for USS Card,
an Escort Carrier. Their task was to act independ-
ently against any reported concentration of U-
boats. One of their first targets was U-91 which
had sunk the reviewer's destroyer, HMCS Ot-
tawa, the previous September. The submarine
escaped! The very next day, however, Borie
engaged and rammed U-405. The ensuing action,
atruly historic event, is described in vivid detail.

Of particular interest to me was the fact that
Maher served so long in the same ship. Recently,
| had occasion to speak to the former Gunnery
Officer of Prinz Eugen, who said that he spent the
entire war in that ship. In contrast, our people in
the Royal Navy and the Royal Canadian Navy
seemed to be in a state of perpetual change during
the war. The one time my ship had the same crew
for any length of time wasin Algonquin when we
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were based in Scapa Flow for over ayear and the
drafting depot could not get at us easily. USS
Borie impressed me as being a more efficient
crew than a Canadian equivalent, in large measure
because most of them really knew their ship.

All in all, this book gives valuable and
exciting insight into a heroic action and life and
service in an old destroyer in the US Navy.

L.B. Jenson
Queensland, Nova Scotia

Richard A. Russell. Project HULA: Soviet-
American Cooperation in the War Against Japan,
Washington, DC: Naval Historical Center, 1997
[ordersto: Superintendent of Documents, PO Box
371954, Pittsburgh, PA 15250-7954 (fax: 202-
512-2250; phone: 202-512-1800). Cheques pay-
able to Superintendent of Documents]. 44 pp.,
illustrations, photographs (b+w, colour), maps,
appendix, sources. US $5.50 (+ 25% for interma
tional orders), paper; ISBN 0-945274-35-1; GPO
stock number 008-046-00181-2.

For those interested in the Aleutian campaign in
the north Pacific during World War 11, one of the
great "what ifs" of that bitter fight was the pros-
pect of active Soviet assistance or belligerence in
the anti-Japanese struggle. Had Joseph Stalin
opted to scrap his 1941 neutrality pact with Japan
in favour of fighting side-by-side with American
forces in the north Pacific in 1942 or 1943, per-
haps the bloody road to Japan from the south and
central Pacific might have been replaced by a
strong and decisive attack upon Japan's home
islands via the Aleutians and eastern Siberiafrom
the air, sea, and land.

Stalin, facing the titanic death struggle with
Nazi Germany in Europe, declined to enter the
war with Japan until three months after the Ger-
man surrender. Even then, the paranoid Soviet
dictator refused to allow American aircraft to use
Siberian bases and would not permit American
troops to use Soviet soil to attack Japan. Only a
small group of American weather experts, needed
to provide vital forecasts for the anticipated
invasions of Japan, were permitted to set up their
facilitiesin eastern Siberia.

Y et Stalin was not averse to accepting Amer-
ican material aid. The lend-lease program used
Alaskan air and sea routes to deliver arms and
supplies to the Red Army, routes the Japanese
made no effort to interdict. Project HULA, as

Russell points out, grew out of an American pro-
mise at the 1945 Y alta conference to provide the
Soviet navy in the Far East with badly needed
ships and amphibious warfare techniques. In all,
149 American ships — including frigates, mine-
sweepers, and landing craft infantry (large) —
were transferred to Soviet control at the Cold Bay
facility in Alaska, while 12,000 Soviet officers
and ratings underwent intensive training at that
same base before the program was abruptly
terminated on 5 September 1945.

Though short, Russell's account of thislittle
known aspect of Soviet-American relationsis
highly informative and interesting. He provides a
useful historical and political context for the
project, presents short biographies of the leading
American and Soviet personnel, discusses the
merits and shortcomings of the ships given to the
Soviets, and offers aliberal sampling of interest-
ing photographs including a fascinating shot of a
senior Soviet admiral playing a pinball machine at
Cold Bay. For those with strong quantitative
tendencies, Russell lists each ship by type, trans-
fer date, and ultimate disposition (most of the
ships ultimately were returned to the United
States, excepting those lost when the Soviets
invaded the Kurile Islandsin August 1945).

Though Russell lists the primary sources he
consulted for this short study, unfortunately he
offers no formal notes. Those wishing to delve
further into the topic should consult Russell's
short footnoted article on the same subject in Fern
Chandonnet (ed.), Alaska at War, /94/-1945: The
Forgotten War Remembered (1995).

Galen Roger Perras
Calgary, Alberta

John A. Michel. Mr. Michel's War: From Manila
to Mukden: An American Navy Officer's War
With the Japanese, 1941-1945. Novato, CA:
Presidio Press, 1998. ix + 297 pp., map, photo-
graphs. US $26.95, cloth; ISBN 0-89141-643-9.

Hereis one lucky naval officer; arare survivor of
imprisonment by the Japanese who was not
subjected to the usual level of brutality inflicted
on "guests of the Emperor." However, he suffered
his share, from starvation, harsh conditions, and
random beatings by camp guards.

John Michel originally wrote his wartime
memoir in 1948, shortly after the events occurred,
though it is only now being published for the first
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time. This may account for the clarity of this
well-written account of ayoung US Navy offi-
cer's experiences during the Battle of the Java Sea
and later while a POW.

Written as it was back then, the book is
larded with cheerfully racist remarks about ene-
mies and other echoes of a simpler time; some are
unconsciously hilarious, such as " The [Swiss)
girls spoke English fluently, but with a slight
British accent.” We get insights into the relaxed
pre-war daysin American naval stationsin the
Philippines and China stations. After America
entered World War |l in late 1941, Michel's
destroyer, USS Pope, sailed east to Java and
participated in several sea-battles against the
Imperial Japanese Navy. There's a salty sense of
how a four-stacker like USS Pope, arelic of
World War |, managed to acquit itself aswell as
the rest of the out-moded US Navy warships. In
the Coral Sea clash, over eighty enemy ships were
defeated by a mixed Allied force of American,
Dutch, and British vessels. The author describes
the battle's manoeuvres well, but in separate
accounts scattered though the book, as he tellsit
the way he gradually learned details later. Inter-
estingly, though Michel has high praise for the
Royal Dutch Navy in combat, he is less compli-
mentary about the Dutch army's resistance to the
Japanese invaders.

When Michel's ship was sunk, he managed
to make his way to Indonesia, only to be captured,
the start of four weary years of imprisonment.
The author was often moved from place to place,
being at one time or another in Indonesia, Japan,
Korea, and Manchuria. Among repeated inci-
dences of brutality and privation, it is the hopeless
sense of monotony that most strikes the reader
about lifein a POW camp. Yet, through it all,
Michel is able to recall numerous cases of per-
sonal kindness and self-sacrifice among his fellow
prisoners that must have helped to raise spiritsin
such dire surroundings.

Michel's liberation and home-coming in
1945 is described with all the restrained aplomb
of anaval officer. He returned to sea duty, and
served during the Korean War, not far from the
scenes of his earlier travail, then joined the US
Naval Reserve, retiring with the rank of captain.
Now, readers of navy lore can be grateful that
Captain Michel eventually did publish his story.

Sidney Allinson
Victoria, British Columbia

Peter T. Haydon. Naviesin the Post-Cold War
Era. "Maritime Security Occasional Paper No. 5;
Halifax, NS: Centre for Foreign Policy Studies,
Dalhousie University, 1998. vi + 90 + 6 pp.,
figures, table, appendices. Cdn $10, US $8, paper;
ISBN 1-896440-18-5.

This book is a collection of essays, most derived
from papers given at conferences or published in
avariety of journals between September 1991 and
October 1997. The author offersit as "a useful
record of the evolution of “medium’ power think-
ing on the post-Cold War role of navies." It does
provide such arecord, although because of its
structure, it tends toward distracting repetition.

The essays show very well the difficulties
naval people have in explaining themselvesto the
public and to politicians. The author painstakingly
shows, in concrete terms, what naval platforms
can do, how these capabilities can be exploited
nowadays and how to avoid naval jargon.

Throughout, the theme runs that there is not
much new in the use of naval ships as extensions
of the power of the state that owns them. Naval
ships have unique attributes, and have had for
centuries, in international relations, both warlike
and non-warlike. Thisincludes their special status
in law, as extensions of their nations' territories,
which gives them a symbolic value that is not a
feature of armies or air forces.

Technology and expense have driven navies
away from specialized ships to general-purpose
ones. Generically, the ships most capable of
operating throughout the spectrum of naval oper-
ational capabilities are frigates. An aircraft carrier
can conduct surveillance over ahuge area, but it
is not much direct use in shipping control or
imposing sanctions by search or apprehension of
individual vessels.

Naval ships are versatile because they are
self-contained and can accomplish awide range
of tasks. Designed for combat, frigates can also
generate electricity for a small town, make pota-
ble water, serve as a small hospital, provide
workshop facilities and skilled technicians, pro-
vide control centres for complex operations, and
even carry a helicopter which can perform many
roles, from inspection of merchant ships to rescue.
Frigates can be used over avery large range of
situations. Aswell, the skills required for naval
shipsto be able to fight, ensure that little if any
re-training is necessary for them to perform roles
in maritime crisis management.
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The author addresses multilateral operations,
cautioning that the training required for ships of
different nations to operate together is demanding
and time consuming. | can attest to that. We
operated with the Royal Navy from the time of
our navy's inception but not until after World
War |1 did we operate closely with the US Navy.
When | joined, we had separate sets of signalling
and tactical books depending upon which navy we
were working with. The development of common
doctrinesin NATO led to all NATO navies being
able to operate together.

The NATO Standing Naval Force Atlantic,
operating since 1968, is a shining example of an
international operational naval force, and other
NATO standing forces have followed it. Com-
monwealth navies can operate together — Canada,
Australia, New Zealand, and indeed India and
Pakistan. The US Navy has made herculean
effortsto train other allies in operating together,
usually through major international exercises such
as RIMPAC in the Pacific and UNITAS around
South America. However, the author holds out
little hope of a United Nations naval force; the
effort that would be required to achieve it makes
it an impractical idea.

Thisisauseful book for the student and the
specialist. It is however, not for casua reading.

D.N. Mainguy
Ottawa, Ontario

John McCannon. Red Arctic: Polar Exploration
and the Myth of the North in the Soviet Union
1932-1939. New Y ork and Oxford: Oxford Uni-
versity Press, 1998. xii + 234 pp., tables, photo-
graphs, illustrations, map, notes, select bibliogra-
phy, index. US $49.95, Cdn $74.95, cloth; ISBN
0-19-511436-1.

Early in this study, the author explains that " For
aslong as Russia has existed as a count ry, and
particularly during the twentieth century, the
Arctic has occupied a place of prominencein its
national development.” [4] Russia's Arctic attach-
ment embodies both the nationalistic attachment
Canadafeelsfor its Arctic and the strategic
importance the United States places on the North.
Russia's Arctic population far exceeds Canada's,
but both nations' Arctic holds awealth of valua-
ble natural resources, and the Soviets have com-
mitted far greater resources — men, money, and
equipment — to trandating their emotional attach-

ment into economic and military development.

John McCannon's fine book, Red Arctic, is
an extensively and meticulously researched
account of "the zenith of this perennial campaign
... the 1930s, when the USSR launched what was
perhaps the most systematic and all-encompassing
sequence of Arctic expeditions in the history of
polar exploration." [4] McCannon provides a
unique view of this Arctic development and the
"Arctic myth" of the 1930s. He reflects on the
myth's place in Stalin's "socialist realism," and
uses the North to answer broader questions about
both the USSR under Stalin and the "socialist-
realist worldview." [9]

Stalin launched his "revolution from above"
in 1928, with hisfirst Five Y ear Plan. Industrial-
ization was just one component of a much larger
plan to mobilize Soviet society and transform it
along Stalin's socialist vision. One arena of his
modernization drive was the Arctic. McCannon
contends that this Arctic drive mirrored both the
successes and failures of Stalin's nationwide
program. It had the same spirit of"gigantomania,”
the same "unreasonable and highly ... unrealistic
demands [of pace and development] handed down
by the state," and it was "inextricably intertwined
with the great human tragedy that was the
GULAG." [ 176-77]

Russia's foray into the North preceded
Canadian Arctic exploration, but like Canada,
Russia'sinitial attention was both sporadic and
unsystematic. Y et the 1930s saw a distinctly dif-
ferent view of the North. After settling outstand-
ing land claimsin the early 1930s, the Canadian
government turned away from the North, focusing
its attention on the Great Depression and the rise
of fascism in Europe. Stalin, however, initiated a
program that poured resources into polar research
and development, "tamed" the Northern Sea
Route, surveyed previously uncharted areas, built
"outposts, factories, and cities ... throughout the
barren tundras,” and conquered the North Polein
1937, making the USSR preeminent in Arctic
exploration and development. [12-13]

McCannon presents the "two Arctics' of the
1930s. The first was the hidden, "grim Arctic of
prison-camp labor" and the growing pains of
development. He traces Glaysevmorput
(GUSMP), the "scientific-research and transport
agency" of the Arctic [ 173] from its birth in 1932
through itsfinal death in 1970. McCannon de-
scribes the men and forces that carved out the
Soviet presence in the Arctic. A "deliberate
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attempt at supercentralization," [34] GUSMP's
mandate was to explore and develop the Soviet
Arctic. McCannon documents not only the gigan-
tic size of GUSMP, but its equally extensive
territory, responsibilities, obstacles (political,
bureaucratic, and environmental), and power.

The other Arctic was the public and heralded
one of heroic air, sea, and land explorations. [59]
Stalin used the image and accomplishments of
these exploits from 1932 through 1937 to create
the Arctic myth and reflected Stalin's socialist
realism. But the Soviet Arctic's golden age ended
in 1938, the victim of operational and bureau-
cratic troubles and disasters, and the increasing
government focus on the threats and clashes with
the fascist states of Europe and Japan. McCannon
traces GUSMP's fall from its height in 1937 to its
nadir in 1939, but also notes its "recovery" by the
end of the decade, the impo rtance of the Northern
Sea Route during the war, and its active Arctic
agenda through the 1950s. It was not until 1970
that GUSMP ceased to exist.

The concluding chapter is especially interest-
ing. McCannon projects the Arctic myth in both
a Soviet and worldwide context, noting its ties to
aviation's development, mass media's growth,
and the study of twentieth century dictatorships.
[ 178] He contends that the Arctic myth in Soviet
culture and society was "the real-life Soviet ex-
perience [best] suited for incorporation into the
socialist-realist framework....contribut[ing] di-
rectly to the shaping of socialist realism itself."
[ 179] He concludes that "perhaps the most impor-
tant thing about the Arctic myth is the way in
which it has been imprinted indelibly on the
national memory of modern Russia." [ 180] With
the hardships facing Russia today, even if the
Arctic heroics can never be separated "from the
horrific [human] price" paid for such successes,
[181] its glory must be a welcomed memory.

Elizabeth B. Elliot-Meisel
Omaha, Nebraska

Elizabeth B. Elliot-Meisel. Arctic Diplomacy:
Canada and the United States in the Northwest
Passage. Bern and New York: Peter Lang, 1998.
225 pp., appendices (with maps), select bibliogra-
phy, index. US $43.95, cloth; ISBN 0-8204-3826-
X.

This book explains Canadian policy and Canada's
dilemmas regarding the Arctic archipelago and

the Northwest Passage. It covers the period from
before World War Il to 1996 and is concerned
with the developing relationships between Canada
and the United States in an arena where coopera-
tion in actual endeavours was close, even when
the ultimate aims of the two countries were
different. The Soviet Union, lurking in the back-
ground on the other side of the pole, was the
sinister presence that provided the impetus for a
great deal of the activity that went on.

This is a very important subject for Cana-
dians. Although the author is American, a Cana-
dian perspective is apparent and it is not surpris-
ing to learn that Dr. Alec Douglas (formerly the
historian for the Canadian Forces) headed the
Center for Canadian Studies at Duke University
when the dissertation that developed into this
book was first being prepared. The author appears
to have had access to documents and people who
had been involved in Arctic events and decisions.

The August 1940 meeting between Prime
Minister Mackenzie King and President Roosevelt
at Ogdensburg, New York is seen as a pivotal
event. The two leaders worked out an agreement
that provided the cooperative basis between the
two countries for the defence of North America.
A Permanent Joint Board of Defence was estab-
lished to make recommendations to both govern-
ments. The PJBD was subsequently involved in
the decision to build the Alaska Highway and to
establish air routes both westward to supply the
Soviet Union and eastward to the European
theatre, and which led to the construction of
American airfields and meteorological stations in
northern Canada and Labrador. The Ogdensburg
Agreement became the foundation for continental
military cooperation during and after the war.

In considering the post-war period, the views
of the Canadian and American governments were
often quite different on particular issues and con-
cerns. Yet the actions they took furthered the aims
of both. Thus, the Distant Early Warning chain of
radar stations was essential for continental de-
fence as wartime alliances gave way to Cold War
hostility. The large American presence in the
Canadian Arctic for the construction and re-
supply of these installations caused some concern
in Ottawa, and Elliot-Meisel correctly examines
in some detail the viewpoints (not always identi-
cal) of Canada and the US military and State
Departments. The activities of the Canadian Navy
icebreakerLabrador in 1954-56 were sovereignty
related and advocates of that program were bit-
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terly disappointed when the ship was transferred
to the Department of Transport in 1958. Y et
increased use of Coast Guard and civilian Cana-
dian shipsin the Arctic, including suppo rt of US
installations, in the late 1950s and early '60s
effectively promoted a Canadian presence.

The two events that brought the issue of the
Northwest Passage and the difference between
Canadian and American views to the conscious-
ness of Canadians were the experimental transit of
the Northwest Passage in 1969 by the tanker
Manhattan and in 1985 by the USCGC Polar Sea.
The fact is that the United States had no evil
intentions but they stood by the principle that
dominant maritime nations have always held,
which is the right of passage through "interna-
tional" straits. Canada's position, that the North-
west Passage is not an international strait but
Canadian internal waters, was challenged by these
events. The book is recommended to anyone
wanting to have the niceties of these arguments
explained in concise form. The author's view is
that it would be to the advantage of the United
States as well as Canadato reach a bilateral
agreement with respect to the Passage that would
address American defence concerns, guarantee
Canadian sovereignty and facilitate the coopera-
tion between the two nations that has flourished in
the last fifty years.

Copious annotations and references make the
chapter notes a useful guide to just about every-
thing published on the subject. One of the appen-
dicesisalist of Northwest Passage transits,
supplied by the Canadian Coast Guard and sup-
ported by maps showing the various routes which
the author has classified in a convenient manner.
This book is concise, complete and recommended
for any shelf of books on Arctic matters.

C. Douglas Maginley
Ottawa, Ontario

Gordon Davis. The Contribution of Aviation to
Canadian Maritime Security and the Require-
ments for the Future. "Maritime Security Occa-
sional Paper" No. 6; Halifax, NS: Centre for
Foreign Policy Studies, Dalhousie University,
1998. viii + 56 pp.. Cdn $10, US $8, paper; ISBN
1-896440-19-3.

Thisisastudy of how cutbacks in the defence
budget have degraded shore-based maritime
aviation at the very time defence and foreign

policy have made its capabilities more impo rtant
than ever. Maritime patrol aircraft are the only
resources in the Canadian Forces that can rapidly
reach the furthest limits of the Arctic and the
Economic Exclusion Zones on the Atlantic and
Pacific, and then linger long enough to do useful

surveillance and enforce Canadian sovereignty
over these vast reaches. It is also the only re-
source with combat capability that can be rapidly
deployed overseas, asit wasto assist in the em-
bargo of arms shipmentsin the Adriatic Sea
during the early part of the civil war in the former
Yugoslavia.

Y et the communications, surveillance and
self-defence equipment of the Canadian Force's
long-range CP 140 Auroras and CP 140 A
Arcturus have not been upgraded to meet the
demands of these and other tasks that are multi-
plying in their nature and complexity. The air-
frames of the aging Auroras, still the most capable
of the machines, are being further stressed with
repeated landings and take-offs for training and
short to medium range missions that could readily
be carried out by less expensive types. Even so,
the CP 121 Trackers, which had once performed
much of this work, have not been replaced since
their retirement in 1990.

The author suggests that the necessary link-

age between national policy and defence funding
has come unglued. Drawing on historical research
published during the last fifteen years, he rightly
emphasizes that the concern by successive gov-
ernments about sovereignty over coastal waters
has been the driving force in the development of
Canadian maritime forces since Confederation.

Maritime air patrol, because of its powerful

surveillance capability, moreover, was especially
important in the origins and growth of the air
forcein 1918 and after. The Royal Canadian Air
Force had top priority in rearmament during the
1930s and during World War 11 in large part
because of the government's abiding worry that if
Canada could not more effectively control its
ocean approaches, the United States would do the
job. In that event, Canada would become a puppet
state. From these beginnings grew Canada's little
known but large and highly successful maritime
air forces of 1941-5. Although their prime mis-

sion was anti-submarine warfare, the government
and military always made full use of the leverage
this capability provided to assert Canadian sover-
eignty within the western alliance. The re-estab-
lishment of RCAF maritime units with the intensi-
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fication of the Cold War in the 1950s built on that
experience and had virtually identical objectives.

This publication is a discussion paper rather
than polished scholarship. It is repetitivein
places, and there are slips (German submarine
operations in the western Atlantic made compre-
hensive maritime air patrol from Canada and
Newfoundland an urgent necessity from the
spring of 1941, not the summer of 1942, asthe
author suggests on p. 9). Nevertheless, the argu-
ment is persuasive, and there is a good deal of
valuable information on a subject that has been
too long neglected.

Roger Sarty
Ottawa, Ontario

Kiem Do and Julie Kane. Counterpart: A South
Vietnamese Naval Officer's War. Annapolis:
Naval Institute Press, 1998. xii + 233 pp., photo-
graphs. US $29.95, Cdn $43.50, cloth; ISBN 1-
55750-181-5. Canadian distributor, Vanwell
Publishing, St. Catharines, ON.

Former deputy chief of staff for operationsin the
South Viethamese Navy, Capt. Kiem Do, with the
assistance of Julie Kane, offers an interesting
account of several aspects of the war over Viet-
nam. Born in Hanoi, the author chose sides in
Vietnam's civil war and served twenty-one years
in the South Vietnamese Navy. He held a number
of senior appointments, including Chief of Staff
of the Mobile Riverine Force, which operated
throughout the Mekong Delta. As the third most
senior South Vietnamese naval officer when
Saigon fell in 1975 he planned the escape of most
of the South's navy and the mass evacuation of
naval personnel and familiesto the US Subic Bay
naval facilities in the Philippines.

Thisisadeeply personal account tracing
Kiem Do's life from his birth in Hanoi, to youth-
ful participation in the Viet Minh, midshipman
training in France for the Bao Dai navy, therise
and fall of the Diem and subsequent regimesin
South Vietnam, and through some detailed river-
ine exploits and eventual flight from Ho Chi Minh
City (Saigon) to America where he rebuilt hislife,
his family and prospered..

Thereisvery little work available on the
experiences of the South Vietnamese armed
forces. Ironically there is more work in English
available on the North Vietnamese and Viet Cong
than on America's allies. Perhaps this is because

the winners write the history, perhaps because too
many Americans are still ashamed either of their
support for the war or because of the way they
turned against their allies and sealed the fate of
men like Kiem Do. But even losers are entitled to
their history — no matter how uncomfortable it
makes readers.

The book provides no supporting documenta-
tion, except for family pictures, and cannot be
said to be a scholarly account, but then, it was not
meant to be. Kiem Do's moving account — neither
history nor full biography —islargely an autobio-
graphical recounting of his experiences and
observations from boyhood to refugee camp.
Several naval actions are recounted, including
operations against the Binh Xuyen gangs in the
Mekong during Diem's regime, a battle with the
Chinese over the Paracel islands — with its own
touch of American perfidy —and naval operations
during the final collapse of South Vietnam and,
most movingly, the extraction of the heavy fleet
units of the South Vietnamese Navy from beneath
the communist guns. In brief, thisis atale of
loyalty, love, forlorn hope, betrayal, humiliation,
survival and new beginnings.

The specialist may find these stories of
interest. A general reader will find them moving.
| found them both.

Michael Hennessy
Kingston, Ontario

Ann L. Griffiths, Robert H. Thomas, Peter T.
Haydon (eds.). The Changing Strategic | mpor-
tance of International Shipping. Halifax: Centre
for Foreign Policy Studies, Dalhousie University,
1998.xv + 228 pp., figures, tables. Cdn $25, US
$18.50, paper; ISBN 1-896440-22-3.

The proceedings of the eighth Annual Sea Power
Conference have been published in this, another
of the very handy books for which the Centre for
Foreign Policy Studies at Dalhousie has become
well known. Peter Haydon reportsin hisforeword
that the conference "examined international
shipping from an international perspective.”
Indeed, the fifteen articles provide the reader with
avery broad view of the international maritime
shipping environment from many more perspec-
tivesthan just nationality. The entire industry is
examined from market, legal, military, regulatory,
and technical points of view, to name only afew.
The incredible breadth of the material presented
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in such asmall volume makes it an excellent
"gateway" resource for readers and researchers
looking for introductory material that will lead to
more detailed sources. Many of the articles,
although unfortunately not all, are writtenin a
scholar style that is well supported by footnotes
and contains much interesting data set out in
tables and graphs.

While the whole body of the work goes very
far towards bringing the reader a broad under-
standing of the international shipping environ-
ment, it falls somewhat short in dealing with the
subject that the title leads one to believe is the
central theme of the book. Peter Haydon describes
in the foreword how the widely diversified back-
grounds of the conference delegates "led to many
spirited discussions on various aspects of the
shipping industry and its place in the national
strategic calculus." Y et the reader isleft to won-
der what these debates must have been about.
Although the evident trends towards international
regulation, non-national corporate ownership, and
"just-in-time" inter-modal delivery are well
described, and these aspects do present some ob-
vious vulnerabilities to disruption, the basic ques-
tion of whether or not these issues make interna-
tional shipping any more or less of a strategic
concern than in previoustimesis not clearly and
confidently addressed.

The lead article by Robert Thomasisa
prime example of the book's overall inability to
address the central issue. He begins his essay by
using the question: "Is shipping still a strategic
issue?" as histitle and then sets out a number of
other questions as the sub-headings for his work.
Each area reviews some aspect of the economic
importance, governmental policy, legal frame-
work, and strategic concerns about international
shipping. While the analysis contained in each
sub-areais fine and thorough, the conclusion to
the article ends by posing a series of seven addi-
tional questions, which leaves the reader wonder-
ing whether the questions will be answered in the
subsequent chapters. They are not.

The conclusion to the whole book, also
written by Thomas, amounts to a very scant two-
and-a-half pages. The over-supply in the world's
shipping capacity and the extreme efficiency of
the containerized cargo system are mentioned,
once again, and then we are left with the declara-
tion that: "Finally, trade always finds away to get
through." This anti-climactic statement creates the
impression that the whole book is somehow

incorrectly titled; that in some way too much has
been attempted. The final result is therefore
mildly disappointing. A changein title would
have helped researchers locate the many fine
articles that have only a passing relevance to "the
strategic importance of shipping.” It would also
have helped the reader adjust his or her expecta-
tions as to what was to be attained through the
very interesting and challenging reading con-
tained in these pages.

Kenneth P. Hansen
Toronto, Ontario

Bing Bing Jia. The Regime of Straitsin Interna-
tional Law. Oxford: Clarendon Press, 1998. |viii
+ 253 pp., tables, bibliography, index. Cdn $140,
cloth; ISBN 0-19-826556-5. Distributed in
Canada by Oxford University Press Canada, Don
Mills, ON.

Ocean areas called straits are those that are nar-
row waterways cutting between land formations.
A list of the well-known straits of the world
would include the Strait of Dover, the Strait of
Gibraltar, the Strait of Hormuz, and the Strait of
Malacca. These straits, amongst others, are some
of the mostly heavily utilized waterways in the
world, and are critical both for the facilitation of
trade and for military security.

When the jurisdictional reach of coastal
states was a mere three or four nautical miles,
there was little interference with the passage of
vessels through the great straits of the world by
adjacent states. However, when coastal states
began to exercise national authority over waters
out to twelve, then two hundred nautical miles,
the fear by trading and military states was that this
extension of authority would lead to interference
with passage through straits.

Dr. Bing Bing Jia describes the detail of the
careful balance that is seen as critical between the
authority of adjacent states over activitiesin
straits and the navigational freedoms sought by
the users of straits. That balance, which owes its
origin to the early twentieth century, was a critical
part of the negotiations that led to the 1982 United
Nations Convention on the Law of the Sea. The
balance set out in the 1982 Treaty is simply
stated: through straits used for international
navigation, vessels are to enjoy rights of transit
passage. Of course, the devil isin the detail.

The detail dividesinto three questions. When
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isawaterway a"strait used for international
navigation" in which transit passage applies?
What is meant by transit passage? Does transit
passage exist for all vessels through all interna-
tional straits or does transit passage arise only for
those states which are parties to the 1982 Law of
the Sea Convention?

Regarding the first question, "straits used for
international navigation" is not defined in the
1982 Law of the Sea Convention. Is a strait
international if the waterway connects high seas
areas or must the waterway have a history of
having been used as a means to connect high seas
areas? Respecting the straits noted in the first
paragraph (Dover, Malacca, Hormuz, Malacca)
there is no debate that these are straits used for
international navigation. Bing Bing Jia concludes
that the critical criterion respecting the existence
of astrait used for international navigation is not
geography but navigational use of the waterway.
Of course, the strait must meet the geographical
requirement of connecting open or shared seas
areas but the geography alone does not make a
waterway an international strait through which
transit passage rights exist.

Regarding the second question, "transit
passage rights' mean that vessels cannot have
their navigation through an international strait
impeded or prevented by adjacent states. It is
important to note that not only do vessels enjoy
transit rights through straits used for inte rnational
navigation but that there are also flight rights over
straits used for international straits. While vessels
cannot have their navigational rights impeded,
vessels still have to comply with certain local
laws. One implication of transit passage, however,
isthat afailure to comply with local laws does not
giveriseto aright of seizure, rather the response
is by way of acomplaint made to the flag state of
the passing vessel. Precisely what is covered by
transit passage rights is open to debate. Must
passing vessels respect navigational aids, traffic
separation schemes, safe navigation practices,
non-fishing zones, non-pollution zones, and, in
the case of submarines, must they transit on the
surface?

The principal focus of Bing Bing Jiasin-
quiry ison the third question — whether the transit
passage regime in the 1982 Law of the Sea Con-
vention is binding on all states (part of customary
international law) or only binding on those states
which are parties to the Law of the Sea Conven-
tion. The question isimportant since the United

States, like Canada, is not yet a party to the Treaty
and, thus, if the transit regime is not part of
general international law, strait states need not
yield to US vessels and aircraft rights of transit
passage. The author meticulously examines the
statements and actions of the states of the world in
order to assess whether the transit passage regime
is part of general international law. The conclu-
sion isthat sufficient state practice does not exist
to pass the rigorous threshold used by the transit
passage regime through states for international

navigation as part of customary international law.

One can quarrel with the result, but not the meth-

odology.

Canada has long maintained that there are no
straits used for international navigation in Canada.
Thus, for example, Canada does not consider the
Northwest Passage or the Strait of Juan de Fuca as
subject to the international law regarding straits.
The United States clearly takes a contrary view
regarding the Northwest Passage. The official US
position is that the Northwest Passage is an
international strait through which vessels of all
flags may pass unimpeded. Since a 1988 bilateral
agreement between Canada and the United States,
the two countries have agreed to disagree about
the Northwest Passage. Bing Bing Jia appears to
side with Canada's views respecting the North-
west Passage.

Regarding Canada and the third question,
Bing Bing Jia comments that " Canada does not
consider the [Law of the Sea Convention] regime
of transit passage as customary law." [ 174] To the
reviewer, the evidence presented does not support
such an unequivocal statement. Canada's true
position is more likely to be supportive of transit
passage as part of customary international law.
Such a posture would be consistent with Canada's
trade interests and Canada's military relationship
within NATO and with the United States.

Bing Bing Jia's text is athorough and highly
technical analysis of the many issues regarding
the international law respecting straits. Law of the
sea specialists in the academic community, the
Canadian government, and the Canadian Navy
will want to examine this book carefully.

Ted L. McDorman
Victoria, British Columbia
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