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The effective management of the maritime cultural heritage is inhibited by the lack of 

information on the true extent and locations of the materials it comprises. In addition 

underwater archaeology carries a heavy organisational, equipment and financial 

overhead. The principal objective of this research is to develop a tool that will provide 

the basis for more effectual and cost-effective maritime archaeological assessment. 

The methodology used involved a number of steps that together form an iimovative 

approach combining the power and clarity of quantitative and spatial analyses. These 

steps were: 

# The creation of a database based on historic records of 1163 

shipwrecks in the Solent and the waters around the Isle Of Wight for 

the period 1140-1909. 

# The extraction and creation of analytical data from the database. 

# The analysis of that data to identify the factors that influenced the 

occurrence and locations of the shipwrecks. 

# The analysis of the spatial data provided by the records using a 

Geographic Information System and the development of a predictive 

model indicating the quantitative potential of different areas of the 

seabed as the locations of historic shipwrecks. 

# The development of a further model predicting the potential locations 

of prehistoric shipwrecks. 

The results provided prioritised lists, maps and models showing the quantitative 

potential of different locations as the sites of shipwrecks. The methodology and the 

resulting tools provide the basis for new procedures that will satisfy the principle 

objective and provide a m^or contribution to maritime archaeological assessment and 

management. 
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Preface 

The original objectives of this research were centred on the building of a Solent wreck 

database and the development of a Geographic Information System (GIS) to facilitate 

its analysis. It was hoped this would enable the construction of a predictive model to 

identify those locations where wrecks might have occurred most frequently, 

particularly in prehistory. This may appear to be an exercise that is tantamount to 

stating the obvious. Everyone knows that wrecks happen in storms and on lee shores 

or reefs, etc. However, if it were this simple we would have discovered all the wrecks 

that have ever occurred. Yet vast numbers of wrecks in the historical record remain 

undiscovered, while conversely, discoveries are often made of wrecks that were never 

documented or for which records have long been lost. This research takes as a 

premise that the analysis of the wreck events we do know about may reveal hitherto 

unsuspected aspects of, and relationships between, the factors that caused them and 

thus shed light on those we have yet to discover. 

The reasons for doing this broadly fall into two categories. Firstly, if it were accepted 

that shipwrecks constitute archaeological source material of the highest quality, any 

means of improving the discovery rate would be welcomed. Currently, discoveries of 

prehistoric boats are entirely fortuitous and to date there have been no research 

designs that systematically set out to make such discoveries. A current initiative at the 

CgM/reybr yj/'c/zaeo/ogy in Southampton is probably the first to do so and to 

which this research aims to contribute. Secondly, this country is alas, woefully 

backward in its management and protection of the underwater archaeological resource 

in general as indicated by the procedures currently in place (Frith, 1993:Ch. 7). Any 

enhancement of our ability to predict the 'hot-spots' would have utility for all those 

involved in heritage management, whether protection, assessment, research, 

interpretation or public access. As Hildred (1997:iv) stated 'The targeting of areas of 

archaeological sensitivity is vital to future initiatives for the protection, development 

and exploitation of the seabed. It is axiomatic that successful management of the 

archaeological resource must stem from quantification and assessment of that 

resource. Among recent welcome developments in the way we treat our maritime 
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sites, following the recommendations set out in 'Heritage at Sea' (JNAPC 1989), was 

the creation of a National Record of Maritime Sites now based at Swindon. The 

development of a means of predicting where shipwrecks of archaeological interest 

would be most likely to be located would provide a powerful tool, not so much so 

they can be excavated to reveal their secrets, but to enhance their management and 

preservation. A tool that would provide a m^or step forward in the methods of 

assessing the archaeological potential of an area of seabed. Improved predictive 

ability would mesh well with the way this national record is intended to operate, i.e., 

as an active management tool. Such a capability would form the basis for and assist in 

the establishment of new procedures for the protection and preservation of our historic 

and archaeological underwater cultural heritage equivalent to those provided for 

terrestrial archaeological sites by PPG16. 

Even so, ships have, in some instances, provided some of the most detailed 

archaeological data available. For earlier periods and prehistory in particular, where 

other sources of archaeological material may be dispersed and fragmentary, it is 

possible that a well preserved shipwreck site could provide data that are not available 

elsewhere. The further back in time the more important it would tend to become. Such 

sites are hard to find and will become increasingly so in areas of heavy sedimentation 

and with the ravages of site destruction processes. The ability to predict 'most likely 

locations' would greatly assist in the management of the archaeological resources that 

are allocated to the improvement of our knowledge of the past. 

The developed model provides a baseline indicator of the likely concentrations of 

shipwrecks of the historical period. However, the cautionary message for heritage 

managers and developers alike is that the human factor governing all past sailings 

means that while it may be possible to predict where wrecks are likely to be, it is not 

possible to predict where they vyill not be. The myriad of reasons why wrecks 

occurred throughout history mean that a vessel could come to grief almost anywhere 

there is water. The analysis that forms the basis of this study shows that the actual 

pattern of the occurrence of shipwrecks is complicated by the human factor in a way 

that is entirely unpredictable, (it cannot be predicted when a tired watch keeper will 

fall asleep resulting in a vessel being wrecked or colliding with another), although it 

can be predicted that such an event will happen because humans are fallible. 

xvni 



An unexpected spin-ofT from the analysis is the new perspective it has provided on the 

hazards that faced seafarers in the past as well as the socio-political pressures for 

improvements in navigation aids and ship safety. These improvements in themselves 

are of interest because the tr^ectory of improvement is not matched, in the research 

area at least, by a similar reduction in the occurrence of shipwrecks. 
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Chapter 1 - Introduction 

The sea has and is used widely for the movement of goods. As Willan (1938:xii) 

explains, 'the main reason for the important part played by water tranq)ort was its 

superiority over other forms, a superiority it retained until the coming of the 

railways'. Carriage by land was often difGcult and always expensive. In the time of 

the Romans it has been estimated that carriage by land was about 60 times more 

expensive than by sea (Hopkins, 1983:xx). In the seventeenth century Sir Robert 

Southwell calculated that sea carriage was twenty times as cheap as wheeled carriage 

although Willan (1938:xiii) suggests that this is an exaggeration. Apart 6om the 6ct 

that all imports and exports, to and 6om the British Isles, necessarily have to go by 

sea Willan (1938:xiii) suggests that, but for sea transport, the English coal industry 

would never have developed as it did during the seventeenth centuiy. For the carriage 

of such a bulky commodity sea transport was essential. As Willan (1938:190) 

suggests, a boat of 30 tons carried as much as 100 horses. In fact movement of goods 

by sea was vital to the economic life of England (Willan, 1938:xiv). We would 

therefore expect high levels of shipping, which would increase as the population and 

prosperity, increased. 

The sea is also a hostile environment, any sea voyage involves risk and throughout the 

long history of water transport there have been steady losses (Adams, 2001:293). 

Bascom (1976:72) states that 'statistics &om the eighteenth and nineteenth centuries 

indicate that approximately 40 per cent of all wooden sailing ships ended their careers 

by running onto reefs, rocks, or beaches' and a further 10-20 per cent 'sank well 

offshore'. Recent Geldwork (Ballard, gf a/., 2000:1591) would seem to confirm that a 

significant number of wrecked vessels He in deep waters. The series of disasters these 

statistics represent have furnished us with archaeological source material of 

unparalleled potential and on which we are really only just beginning to capitalise 

(Adams, 2001:307). It is source material that forms a significant proportion of our 

cultural heritage and one that must be managed and protected with all available 

resources. 
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The aim of this research project is to provide a means by which the level of 

management and protection of the maritime cultural heritage can be improved. This 

will be achieved by producing a tool that can be used by those responsible for those 

activities to assess, for different time periods, the probability of shipwrecks being 

located in designated areas of the seabed. It will assist both in the archaeological 

assessment aspect of the planning procedures for marine environments and in the 

deployment of archaeological resources in wide area surveys. 

The methodology used a number of steps that together form an innovative approach 

not previously apphed in maritime archaeology combining the power and clarity of 

quantitative and spatial analyses. These steps were: 

* The creation of a database of shipwrecks based on historic records. 

* The extraction and creation of analytical data &om the database. 

* The analysis of that data to idend^ the factors that influenced the 

occurrence and locations of the shipwrecks. 

* The analysis of the spatial data provided by the records using a 

Geographic Information System and the development of a predictive 

model indicating the quantitative potential of different areas of the 

seabed as the locations of historic shipwrecks. 

* The development of a further model predicting the potential locations 

of prehistoric shipwrecks. 

To gather and analyse data on wrecks for the whole of the UK would be an impossible 

task within the time span of this study. As Lam & Lam (I995:xvi) state, 'it would be 

impossible in the lifetime of any person to research in great depth the details of aU the 

shipwrecks' recorded in their shipwreck index. It is therefore necessary to select an 

area or region 5)r which this can be achieved. The area chosen for this study is the 

Solent and the waters surrounding the Isle of Wight, off the south coast of England 

(see Figure 1.1). This is one of the most intensively used waterways of the last several 

Millennia and also one of the most treacherous. McKee (1968:25) describes the area 

as possibly the largest graveyard of battleships in the world and the south-west coast 

of the Isle of Wight, the dreaded 'Back of Wight', as an accident 'black spot' which 

must have taken many Roman vessels and stiU takes a fair quota of modem ships. The 
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study area stretches 6om Anvil Point, on the Isle of Purbeck, in the west, to Selsey 

Bin, in the east and &om the smaU port of Eling to the north of Southampton to 

approximately 16 km south of St. Catherine's Point. The area has a number of 

advantages, which make it well suited to the study of shipwrecks: 

- It provides an easily delimited geographic area. 

- It is a m^or area for shipping and trade both in the present day and 

historically, containing the important ports of Portsmouth, Southampton 

and Poole as well as a number of smaller ports and the ancient trading 

centre of Hengistbury. 

- The coasthne of the Isle of Wight and that of the Dorset, Hampshire and 

Sussex mainland provide many different types of environment both 

friendly and hostile to shipping. Medland (1995:5) describes the Isle of 

Wight's 100 km coasthne as being "unevenly scattered with a succession 

of appaUing marine hazards which leave httle room 6)r luck and good 

seamanship in adverse conditions". 

- The records of shipwrecks, particularly for the Isle of Wight, are perhaps 

more comprehensive than for most areas of the UK due to the writings of 

islanders and in particular, the log kept by James Wheeler, a longshoreman 

at Blackgang from 1746 to 1808. Also the book by Fred 

Mew, who was a coastguard at St Catherine's Point, first pubhshed in 

1934, includes, as well as his own experiences, lists of wrecks passed 

down &om generation to generation and extracts from the records of St. 

Andrews Church at Chale. 

Only vessels wrecked during their active working hfe are considered and not those 

abandoned to decay in creeks, rivers and mud berths. 

Development over time of many of the aspects effecting ship safety have an influence 

on the potential risk of ships being wrecked. The introduction of better navigation 

equipment and techniques, the building and improvement of navigation maiks such as 

hghthouses, improvements in ship design, sailing rigs and equipment wiU all have had 

an effect that should have registered in the statistics of the vessels wrecked. This puts 

a limit on the value of modem shipwreck statistics and therefore a cut-off date for the 
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collection of those statistics is necessary if they are to be extrapolated to predict the 

likely sites of earher shipwrecks. The choice of this cut-off date has been influenced 

by a number of factors. The first was the collation of sufBcient records of shipwrecks 

to provide a suitably sized statistical sample. The next was m^or changes to shipping 

which would have affected those statistics. The results of the Select Committee 

established by the Government in 1836 (see page 2-2) led to the introduction of the 

Merchant Shipping Act (Lam & Lam, 1995:viu) that set standards for merchant ships 

with the aim of reducing the losses. For example in 1876 the Merchant Shipping Act 

made the PlimsoU Mark and the Load Line compulsory, factors which obviously 

affect the risk of a ship being wrecked. The development of steamships in the 

nineteenth century changed the dependence on sail, but as Greenhill (2000:47) states 

'even in 1906 the steamship had still not come of age'. Nevertheless in 1890 the 8 

million tons of United Kingdom registered shipping consisted of approximately 3 

million tons sail and 5 million tons steam (Greenhill, 1993:101). By 1910 the Sgures 

were 1 million tons of sail to 10.5 million tons of steam vessels (Greenhill, 1993:98). 

One effect of the First World War was the reversal of the decline of the numbers of 

sailing vessels with huge numbers being built between 1916 and 1921 (Greenhill, 

1993:102-103). The sailing merchant vessel survived well into the twentieth century. 

Even so the losses during the First World War to enemy action and the increase in 

leisure yachting about the middle of the 19th century must also influence the statistics. 

A cut-off date of the end of 1909 was therefore selected which would also allow the 

possibility of time analysis in decades. 

The approach taken has been to build a database &om the details provided by the 

historical reports of 1163 shipwrecks that occurred within the study area. The 

statistical analysis of the causal 6ctors identified from these wreck reports allowed: 

The identification of the factors that led to wrecking (which in many cases 

are shown to be counter-intuitive, e.g. that so many happened in winds of 

Beaufort Force 6 or less). 

- Quantification of the relative magnitude of these factors (again, often 

counter intuitive or revealing commonly held beliefs to be invahd). 

While it was not possible, 6om the wreck reports, to identic with pinpoint precision 
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where the vast m^ori^ of the shipwrecks occurred it was possible for clear trends to 

be categorised. The GIS was used to highhght and present these factors in spatial 

form providing the basis for the predictive model. 

This thesis is structured with each chapter presenting details of a single aspect of the 

research completed. It there6)re presents a complete description of the methodology 

used. The Srst four chapters constitute of an introduction. Chapter 2 describes the 

historical records used to derive the base data on the shipwrecks and the type and 

extent of the information they contain. Chapter 3 details the structure of the database 

of the information derived &om the historical records and assumptions made. Chapter 

4 presents the raw statistical data derived &om the database and forms the first part of 

the analysis of that data. The appropriateness or beneGts of those statistics in deducing 

the causes of vessels being wrecked or their effectiveness as parameters to develop a 

predictive model are not discussed. As well as introducing the breadth and detail of 

the data the records hold they also provide thought provoking background to main 

objective of this thesis. 

Chapters 5 to 9 outline the data and factors that appear to have the strongest influence 

on vessels being wrecked and, where appropriate, how they changed or developed 

over time. They cover: 

* Trade routes and volumes, leading to an estimate of the possible volumes of 

maritime traffic in the study area. 

* Advances in navigation al instruments and techniques, particularly those that 

would have been used by mariners in the English Channel. It also covers the 

introduction and improvements to hghthouses and seamarks. 

» The maritime hazards of the study area. 

* The climate and weather conditions of the English Channel focusing on the 

study area. 

« The eSects of the topography of the study area. 

The last two chapters expound the results of the research. Chapter 10 details the 

analysis of the statistics and the influencing factors. It details the results in 
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quantitative lists, spatial maps and diagrams and presents the first predictive model. 

Chapter 11 extrapolates the results 6om Chapter 10 to identify the potential locations 

of early historic and prehistoric vessels using the study area as an example. This 

extrapolation is combined with an evaluation of the probable geomorpbic structure of 

the study area c5000 BP to present the second predictive model. 
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Chapter 2 - Maritime Records 

2.1 Introduction 

To develop the GIS model it is necessaiy to identic the proSles of shipwrecks and 

the correlation between the various factors that contributed to the wrecking of the 

ships. A m^or problem to address in this regard is that from earliest times and 

throughout the Middle Ages until the late 17th century, shipwrecks and the fate of the 

sailors on them, were considered unimportant and seldom recorded (Lam & Lam, 

1995:ix; Friel, 1983:56-59). We really only learn of them &om records such as those 

of disputes over the Right of Wreck, court cases of people charged with Aefl from 

wrecks, wars, or particularly momentous shipwreck singularities. 

An example of this lack of definitive information comes from reports on the Great 

Storm that struck Britain on the 26/27th November 1703. Reports state (Lamb & 

Frydendahl, 1991:59:McEwen, 1991:116-125) that 160 to 200 naval warships, 

victuallers and supply ships anchored in the Downs off the East Coast of Kent were 

scattered. Twelve warships were wrecked on the Goodwins with the loss of 1500 

lives, but we only have the names of four of them, Mo/y, 

and In addition three fleets of ships, with troops 6om 

Ireland, were anchored off Portsmouth and Cowes with storeships and merchantmen 

awaiting a convoy. England was at war with France in the War of the Spanish 

Succession. Of the ships in the Downs, some sank at their anchors while others were 

blown on to the Goodwin Sands and yet others, such as theW.9&oc/affOM, were driven 

to the shores of Holland. The records also show that one man o'war, the 

sank at Spithead, and two on the coast of Sussex, the Eag/e at Selsey BiU and the 

near Pevensey, both of which had been at anchor in St. Helen's Road, off 

the eastem end of the Isle of Wight. There is no mention of merchant ships, but 

hundreds were sunk and as many as 8000 hves lost. Thirteen navy ships from 

Portsmouth were scattered and destroyed. The only other shipwreck reported in the 

Solent area for that day is the Greship which sank at Spithead. Considering 

the ferocity of the storm, the number of casualties and the number of vessels that must 
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have been in the Solent, it is very surprising more are not recorded as having sunk. 

Lamb and Fiydendahl (1991), provide details of other m^or storms which affected 

the Enghsh Channel, but for which there are no reports of ships being wrecked in the 

Solent region. Examples are; 12th September 1695 (Lamb & Frydendahl, 1991:55), a 

violent storm sprang up, at night, and many ships were torn &om their anchors and 

driven west. Presumably it was an easterly wind, which is particularly dangerous for 

vessels at anchor off Portsmouth, in St. Helen's Road and the East Solent; 8th January 

1735, SSW gale aSecting Southeast England (Lamb & Frydendahl, 1991:79), the 

associated depression tracked across England. A report at the time described it as 'the 

most violent storm since the great storm of November 1703'; 3rd August 1737, 

violent easterly gale afkcting Southeast England, the associated depression tracked 

up the Channel and across Kent (Lamb & Frydendahl, 1991:81). Ships were sunk in 

the Thames; 31st December 1739, easterly gale which probably aBected the Channel 

(Lamb & Frydendahl, 1991:82). Several vessels laden with com and with coals sunk 

in and ofFthe Thames. 

It was not until 1836 that definitive information on shipping losses became readily 

available (Lam & Lam, 1995:vi). Concem over the loss of British registered ships 

and, probably, the consequential financial loss to the merchants and traders, caused 

the Government of the time to appoint a Select Committee to inquire into the 'Causes 

of Shipwreck'. The Minutes of Evidence from that select committee, using the reports 

of ship losses &om Lloyd's Books, showed the true extent of the problem, which was 

revealed to be far worse than anybody had imagined (Lam & Lam, 1995:vii). For 

example between the years 1816 and 1818,1,203 ships were lost, and between 1833 

and 1835,1,702. This equalled 1.3 ships lost every day. Another entry showed that for 

the sixteen-month period January 1833 to May 1834, ninety-Gve British registered 

ships were lost without trace, presumably as Bascom (1976:72) describes, 'sank well 

offshore'. Not withstanding the enormity of these Ggures, the report admitted that 

they did not show the fuU extent of the situation, they were just an indication, as the 

losses recorded in the Lloyd's Books were only of the ships insured by the 'Lloyds 

syndicates' (Lam & Lam, 1995:viii). It stated 'whereas it is well known that many 

vessels and lives are lost by wreck or foundering at sea, of which no entry is made in 

Lloyd's books, and of which, as no record is kept, no Returns can be produced'. 
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The Bndings of the Select Committee led to the production of an annual report of 

shipwreck statistics. The Grst report in 1851 showed losses of 692 ships on the coasts 

of the UK, in 1852 it increased to 1,115. In 1856 the report listed 546 sailing ships 

lost in deep water, 432 lost in coastal waters, 141 sailing colhers lost and 34 

steamships. Between 1864 and 1869, the number of smiling ships lost world wide, 

which were insured in England, was ten thousand (Bascom, 1976:84). These bare 

figures alone provide a measure of the immensity of the problem and also of the 

number of shipwrecks that htter the seas. 

From the individual reports on many of these wrecks it may be possible to derive 

statistics that will point to the known and unknown locations of their remains. Friel 

(1983:56) when writing about medieval wreck records states there is no hope of 

using the extant material as a statistisdcal source for the nature and &equency of ship 

losses'. My approach therefore is to create a database of known shipwrecks using 

more modem records, analyse the reasons why the ships were wrecked and 

extrapolate backwards in time based on the results of that analysis. This together with 

available data on the changes of circumstances between periods of time should enable 

a statistical model of the most likely locations for wrecks to be developed. These 

changes include: 

- The improvements in sailing capabihties and increase in size of ships over 

time (Burwash, 1947:82: Harland, 1984:Ch. 3: Unger, 1994:7-10: 

Hutchinson, 1994:27-64; Bosscher, 1995a:7-8; Bosscher, 1995b:24-27). 

- The establishment of lighthouses and navigation marks (Hutchinson, 

1994:170-175; Bosscher, 1995a:9); the improvement of navigation 

equipment and techniques (Hutchinson 1994:164-182; Bosscher, 1995a:9). 

- Changes in trade routes and volumes (Bosscher, 1995b: 10-11). 

- The effects of war (Bosscher, 1995b: 11 & 15-16). 

The 1836 Minutes of the Select Committee gave a number of reasons for the scale of 

the loss of ships. Of the crews they hsted; incompetence of Masters and OfGcers in 

seamanship and navigation; drunkenness of Masters, Officers and men 'leading to 

improper or contradictory orders; and sleeping on the lookout or at the helm'. To 

these were added 'imperfections of charts' and the lack of 'Harbours of Refuge' on 
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many stretches of the coast of the British Isles. The 'defective construction of ships' 

was identiGed as a cause which had been 'encouraged' by the Lloyd's system of 

classification between 1798 to 1834 and also the inappropriateness of form in British 

merchant vessels, which often incapacitates them from beating off a lee shore (Lam & 

Lam, 1995:vi-vii). Retired sea Captains who may not have been expert, or even 

trained, in ship surveying carried out the classification of ships. There were no 

standards or rules for them to wodc to; they were 6ee to set their own which led to 

large variances. Pressure &om the Lloyds Underwriters led to a system where ships 

built on the Thames, for example, would be given a higher class than one built on the 

Clyde and remain in that class for longer. This led to the Select Committee's 

comment that it was 'the age of a vessel and her port of build which were the chief 

tests of her strength and safety, and by which all new vessels were registered as First 

Class for a given number of years, &om six to twelve, after which the strongest ships 

were placed on a level with the weakest... having some gone to pieces on their Grst 

voyage' (Lam & Lam, 1995:viii-ix). Bascom (1976:73-76) provides detailed 

descriptions of how ships may have sunk in open water and also states (1976:71) that 

their worst hazards were running aground at nig)it or being blown on shore by a 

storm. In the ten years 1859 to 1868 the Board of Trade recorded 5,075 ships 

wrecked, other than by collision, in the waters close to the United Kingdom (Bascom, 

1976:77 & Table 4), half of which were in coastal waters. Of the total, 55 per cent 

were due to 'stress of weather', 18 per cent due to inattention, carelessness or neglect, 

9.5 per cent due to defects in the ship or equipment and a further 17.5 per cent 

classified as various or unknown causes. These statistics may be suspect depending on 

who made the reports to the Board of Trade and their motives. The owners would 

wish to hide any occurrences that would be detrimental to them. Whether the statistics 

derived &om the database of wrecks support these contentions or not, they are not the 

type of information that can readily be presented in a GIS. The analysis in this thesis 

is therefore targeted at providing the type of data from which a GIS predictive model 

can be developed. 

2.2 Trade 

The primary sources for information on shipping movements are the records of 

custom duties paid. Records of the national custom duties levied on overseas trade 
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cargoes are available &om the late thirteenth century (Carus-Wilson & Coleman, 

1963:1-2), when Edward I set duties on wool and hides. The records are in two parts; 

the Particular Accounts that were kept by the royal officials at each port and the 

Enrolled Customs Accounts that were an annual account prepared by the Royal 

Exchequer. The Enrolled Accounts were compiled 6om summaries submitted by the 

local ofGcials (Cams-Wilson & Coleman, 1963:3). It was the duty of the local 

ofBcials to tabulate daily details of ships arriving from or departing for foreign ports. 

These details were to include, the name of the ship, its homeport, the masters name, 

and against each item of cargo the name of the merchant responsible and the duty 

payable. Only a small proportion of these records are stiU available, but the Enrolled 

Accounts survive almost completely intact. For the period up to the beginning of the 

fourteenth century the details of shipping movements is dependent upon the records of 

local customs (Salzman, 1931:352-353). The charges were payable by merchants 

importing or exporting goods, unless they were exempted, and recorded in Port 

Books. Those exempt were freemen of the port and others specifically granted the 

privilege by charter, for example at Southampton those exempt were burgesses of the 

town, burgesses of other towns, such as London, which provided a reciprocal 

privilege and tenants of the bishop of Winchester (Lewis, 1993:vii). The value of 

these early records is questionable, as Sal/man (1931:357) states they 'vary in 

minuteness of detail according to the idiosyncrasies of the individual collectors' and 

Hatcher (1973:6) writes of their 'scarcity and intractabihty be&re the later SAeenth 

century'. Carus-Wilson and Coleman (1963:2) pronounce that 'local customs, 

whether English or Areign are so riddled with exemptions that no overall trade 

Ggures can be derived from their accounts and the interpretation of these is a matter of 

extreme difBculty'. 

The records for overseas trade cargoes entering and clearing Enghsh ports (Davis, 

1962:396 & 411) from the late sixteenth century to the end of the seventeenth century 

are partial and &agmentary. Separate Port Books were kept 5)r coastal trade, but a 

high proportion of these have been lost, for example the Port Books for London from 

1696 onwards have been destroyed. These Port Books usually recorded the names, 

destinations and cargoes of the ships, but unfortunately ships without cargoes, that is 

either entered or left a port in baUast, were not recorded, therefore not aU shipping 

movements are detailed. Customs Ledgers contain the value and volume of trade in 
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each commodity with each country for every year from 1696 onward. The two 

volumes (British Library Add. MSS. 11255-11256) contain statistics of the tonnage of 

entries and clearances at English ports. Board of Trade papers (PRO. BT6-185) 

contain the tonnage of entries and clearances for 1771-3 (Davis, 1962 .412). Schlote 

(1938:3) states that accurate statistics of Enghsh overseas trade exist &om 1696 and 

then goes on to describe the 'serious practical difBculties' involved in analysing them 

(Schlote, 1938:3-10). Even so he produced a graph (see Figure 5.1) of English, later 

British (the statistics refer to England and Wales until 1754 and &om then on also 

include Scotland), imports and exports and the tonnage of shipping cleared outward 

from 1696 to 1822. The tonnage of shipping cleared outwards relates only to exports 

and does not include coastal shipments. The tonnage of arrivals is not so well 

recorded, as can be identified &om the table in Davis (1962:26), and therefore is not 

shown, but "wiiat information is available indicates that they followed the same basic 

upward trend. Even so the graph only provides detail for total Enghsh overseas trade 

and not that for individual ports. 

The Port Books for Southampton, recording the custom and harbour dues paid, give 

the numbers of vessels that took on or discharged cargo and of vessels anchoring in 

the area controlled by the port, but not the total number of vessel movements. For 

example, large ships, such as the Genoese carracks, anchored off the port and their 

cargoes were taken to and &om the shore in their own Aarco or local boats. Each 

individual boatload is recorded in the Port Book. The movement of the boats to and 

from the carracks Wien empty going to pick up goods or returning after having taken 

goods out is not recorded. This presumably also apphes to local vessels that enter the 

port without either offloading or picking up cargo. In addition the date against an 

entry in the Port Book is not necessarily the date of a vessel entering or leaving the 

port, but the movement of cargo on or ofTthe shore. To complicate the interpretation 

of the port books further it appears the same local boats, or boats owned by the same 

people, took short trips out of Southampton, out one day, back the next, presumably 

trans-shipping goods locally with only the movement of dutiable goods being 

recorded. Also ships anchoring within the area of the port, such as at Calshot or 

Cowes Roads, were charged anchorage even when not shipping cargoes to or &om 

Southampton. The Port Books, therefore, do not detail all the shipping movements in 

and out of the port and further, would not provide a true indication of the sea trafBc in 
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the Solent. Any perceived direct correlation between the shipping movements in the 

Southampton Port Books and the number of shipwrecks in the Solent is therefore 

hkely to be 61se. 

The shipwreck reports show clearly that it was not only vessels that were voyaging to 

or &om the Solent that became casualties within the study area. Large numbers were 

sailing the main trafSc route of the English Channel and may not evai have been 

touching port in England at all. To identic all the ships that would have passed or 

entered the Solent in the years covered by this research is clearly impractical, a 

deduction supported by Ian Friel (pers. comm.). It is possible that the trends in the 

volumes of ship movements may be deduced 6om a study of the figures in the 

customs records and other historical documents together with an understanding of 

social, economic and political inSuences. For example, the volume of cross-Channel 

trade would have been severely affected by the varying pohtical situation between 

England and France, such as the One Hundred Years War. The customs records were 

designed to account for customs charges and concentrate on volumes and values of 

commodities and do not always provide data on ships. To provide an indication as to 

the numbers of ships these trade volumes would have to be converted to 'virtual' 

ships, if that is at all possible. 

The customs accounts for the ports of Southampton, Poole and Chichester provide 

details of the number of ship arrivals and departures, but administratively, these main 

ports also included other ports in their vicinity as members. Customs o@icials grouped 

together the records for the ports of the whole area of coast they were responsible for 

under the main, or 'head port' of the area (Carus-Wilson & Coleman, 1963:8). The 

ports covered by the Southampton account, for the period 1275 to 1401, (Carus-

WHson & Coleman, 1963:183-185) changed &equently and at times includes other 

ports in the Solent area such as Portsmouth and those on the Isle of Wight and also 

ports as far west as Exeter. Burwash (1947:190) gives details for periods in the 

fifteenth and sixteenth centuries when Chichester included; Arundel, Shoreham, 

Seafbrd, Pevensey, Hastings, Rye, Winchelsea, Lydd, Romney, Hythe and 

Folkestone; Poole included; Lulworth, Lyme Regis, Weymouth, and Seaton. The 

accounts for Southampton, Chichester and Poole do not necessarily provide a true 

indication of the sea traffic through the area covered by this study. For example, the 
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Wbrmation that the number of entries to Chichester increased &om 191 to 527, 

between the years 1464-1519 (Burwash, 1947:159), does not provide speciGc enough 

detail to be able to say that the number of ship entering the study area increased by 

that amount. It may, though, provide an indicator as to the likely increasing trend. 

When writing on the coasting trade during the seventeenth and eighteenth centuiy, 

WiUan (1938:13) states it is easier to obtain jSgures on the size of ships than to find 

accurate statistics of the total number of ships employed. This may be because he was 

referencing shipment sizes which may, or may not, be full shiploads. 

Burwash (1947:201,207 & 217-222) gives details of some of the ships that would 

have sailed in the study area during the period 1460-1540. Unfortunately this does not 

provide a complete picture as the custom records were only meant for the recording of 

shipments of commodities that attracted duty. Principally they do not include coasting 

trade, but also some goods, such as 6esh 6sh, com, flour and 'bestial' (cattle) did not 

attract any duty and in addition the king had the power to exempt people 6om paying 

duties. Although these were 6equently recorded, it was not done consistently. 

There are no continuous records for the period 1600-1775. From 1601 the annual 

customs accounts ceased to be enrolled in the oSice of the King's Remembrancer and 

a new series of centrally compiled accounts of imports and exports does not start until 

near the end of the century (Minchinton, 1969:53). There is also a question over the 

accuracy of the records that are available. Because of &aud by merchants and customs 

officials it is likely the official records understate the volume of imports and may also 

overstate the volume of exports (Minchinton, 1969:57). Large-scale smuggling took 

place &om the late sixteenth century, when customs duties and trade regulations 

increased, until the advent of free trade in the nineteenth century (Minchinton, 

1969:55). For these reasons the volume of trade indicated by the customs records A)r 

the seventeenth and eighteenth century cannot be taken as deSnitive of the true extent 

of English overseas trade (Minchinton, 1969:57). 

2.3 Meteorology 

The Board of Trade statistics for 1871, quoted by Bascom (1976:77), contrary to what 

would be intuitively expected, indicate that more than half of the ships lost by 'stress 
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of weather' were in wind strengths of Beaufort Force 6 and below. Only 30 per cent 

were lost in strong gales and hurricanes. Weather is one of the factors that must be 

taken in to account in this analysis, but perhaps the perception that only very rough 

weather was a m^or danger to saihng ships will need to be revised. Unfortunately, 

here again, detailed information is only available for relatively recent times with the 

daily Meteorological OfBce records commencing in 1861. Prior to that, information is 

only available 6om personal diaries, records and reports on particularly noteworthy 

weather. There may also be some doubt as to the accuracy of these latter records as 

many are third party reports or drawn up by amateur meteorologists. This particularly 

apphes to wind speed records (Palutikof ef a/., 1997:225). 
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Chapter 3 - The Shipwreck Database 

3.1 Introduction 

A database of shipwrecks was constructed 6om the historic records of wrecks for 

Dorset, Hampshire, Sussex and the Isle of Wight extracted hrom a niunber of books, 

the Maritime NMR and numerous other documents and manuscripts. The principal 

books used are Lam & Lam, 1995 and 1997, Mew, 1974, Medland, 1995, and 

Phihips, 1995. The database covers wrecks in the area delineated by the Admiralty 

chart nimiber 5600.1:1997, /o fAe which extends 6om 

Anvil Point in the west to Selsey Bill in the east. The results of the research described 

in this thesis are based on the detailed analysis of the data contained in that database. 

3.2 Structure of Database 

The Gelds in the database are: 

jxear Four digit year vessel was wrecked. 

Numeric day alpha month. 

w/eeWqy Alpha day of the week. 

rgpo/V 'R' indicates date is that of the report of the wreck not the date 

of wrecking. 

f/mg 24 hour clock time of wrecking or alpha part of the day, e.g. 

morning. 

fA/p Mo/Mg Name of vessel. 

Type of vessel. 

Dimensions of vessel, length, breadth, draft and tonnage and 

for men o'war the number of guns. 

Aw/// Date and location built. 

The latitude and longitude of single point for each location. 

Name or description of place Wiere wrecking occuired. 

Names of places vessel was sailing from and via. 
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Name of place vessel was sailing to. 

Vessel's comitiy of registration. 

cargo Cargo carried. 

Brjef description of the final act of wrepkiqg e.g. stranded, 

yy/z}/ Description of what led to the vessel being wrecked. 

wea/Agr Eye witness description of weather at the time of wrecking. 

Any other useful information. 

Source of information on wreck. 

The da^base contains 1163 entries, the criteria for which are ±at they are sailing 

vessels \y(th the minimum of a known year of wrecking and a location where 

wrecked. The location is not always specific enough to be quoted as a latitude and 

longitude position, but sufGcient to identi^ that it lies within the area covered. To 

make analysis by location easier all the wrecks within a given location have been 

given the same latitude and longi#;(|e position. 

D q ^ g ^Ralysis of t)ie database other data, which is detailed in Chapters 4 and 10, 

wag denved that enabled additional analyses. For example: 

* If thq date of the shipwreck was known, the date within the tidal cycle relative 

to spring or neap tides was derived. 

* If the time of day was known the state of the tide relative to high or low water 

was identified as was the tidal stream at any given location. 

* The ports of departure and destination enabled the identification of whether 

vessels were sailing up or down the Enghsh Channel, sailing to or fi-om 

British ports or sailing locally within the study area. 

The wrecks date h-om 1140-1909 with 88.65 per cent of the entries in the period 

1740-1909, 1740 being the date &om which the annual number of wrecks begins to 

become more consistent. This date coincides with that of the earhest known copy of 

the current Lloyds List (Lam & Lam, 1995:vii) and is close to 1746 when James 

Wheeler commenced his log of ships wrecked on the Isle of Wight (Mew, 1974:51-

62). The cut off point of 1909 has been applied (see Chapter 1) principally because 
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WWI started during the next decade when large numbers of vessels were sunk by the 

action of warships. Many merchant ships were sunk indiscriminately whereas in 

earher centuries the trend was for them to be captured and either ransomed or 

assimilated into a country's merchant or naval fleets. For example, estimates of the 

number of prizes taken by England in the seventeenth and eighteenth centuries are as 

follows (Davis, 1962:51 & 68): 

First Dutch War, 1652-4. 1,000-1,700 

War with Spain, 1655-60. 400 

Second Dutch War, 1664-7. 522 

Third Dutch War, 1672-4. 500 

League of Augsburg War, 1689-97. 1,279 

War of Spanish Succession, 1701-13. 2,203 

Wars of Jenkin's Ear and 

Austrian Succession, 1739-48. 1,499 

Seven Years War, 1756-63. 1,855 

Conversely Enghsh losses in the war with Spain, 1655-60 were 1,000 and 1,800, 

during the three Dutch wars approximately 500 and during the War of the League of 

Augsburg, 1689-97 the estimates are as high as 4,000 (Davis, 1962:315-316). In wars 

later than those quoted above, although French privateers took large numbers of 

Enghsh ships they were frequently ransomed (Davis, 1962:69). 

Two other factors considered are that at the beginning of the twentieth century steam 

ships were becoming more common and yachting, under royal patronage, was 

expanding as a popular pastime in the Solent (Ranee, 1982:34-35). Steam ships do not 

rely on, or react to, the wind in the same way saihng ships have to and therefore wiU 

present a different wreck profile 6om sailing ships and distort the model. No 

steamships have been included in the database. Pleasure yachts have been included in 

the database, firstly because it is not always possible to distinguish them from small 

working craft and secondly, their wreck profile is probably similar to the small 

working craft. Another reason for choosing 1909 is that it is at the end of a decade and 

enables date-based analysis to be carried out by decade. 
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Not all of the vessels recorded became total wrecks; some were refloated. These are 

included as their position is one where other wrecks could be located. The numbers of 

shipwrecks recorded for each year reflects the reporting problems mentioned in the 

introduction with very low numbers before the eighteenth century and then a 

signiGcant increase. 

The detailed information available for each wreck varies and is by no means complete 

in the m^ority of cases. The analyses have therefore been carried out on the data that 

are available using different groupings, or samples, of data as appropriate. For 

example of the 1163 shipwrecks 1107 have a location sufficiently accurate to enable a 

position to be quoted in latitude and longitude. Although for a number where the 

location is given such as 'Back of Wight' or near Portsmouth the accuracy of that 

position is limited. Regions have been estabhshed fbr each of these locations on the 

GIS and they are considered as separate groups. The latitude and longitude positions 

on the database are either taken directly from the re&renced documents or derived 

&om Admiralty chart number 5600.1:1997. 

AU the maps have been derived &om the Ordnance Survey maps covering the study 

area and down loaded &om EDINA (httpV/edina.ac.uk). The maps are therefore based 

on the British National Grid. 

3.3 Assumptions Made. 

In formulating the data certain assumptions have been made, particularly with regard 

to the positions of the wrecks. The position provided in the books referenced is not 

always used. For example (Lam & Lam, 1995), where wrecks described as having 

wrecked ofF the Isle of Wight have been given a latitude and longitude position in the 

middle of the island these have not been given a position on the database. For others 

personal maritime experience has been apphed to modi^ the provided position if 

considered justifiable 6om the description of the wrecking. In addition, single 

locations described both similarly and in different ways are grouped together in a 

single position, fbr example: (see Figure 7 .1 fbr locations of places mentioned) 

The locations 'ofTPortsmouth' and 'near Portsmouth' have been given the 
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same position on the western edge of Horse and Dean Sand near the entrance 

to the main channel into Portsmouth. The location Portsmouth has been given 

the same position. 

The locations 'ofF or near Sels^' have been given the same position off the 

tip of Selsey Bill. 

The location 'near Chichester' has been assumed to be near the entrance to 

Chichester Harbour and given a position off the southern edge of the East Pole 

Sands. 

The location 'Back of Wight' has been given a position approximately mid-

way between the Needles and St. Catherine's Point at the eastern end of the 

Brook Ledges. 

The location 'near Swanage' has been given the same position as 'Peveril 

Ledge' off PeverU Point. 

The location near Poole' and near Poole Harbour' has been given a position 

off Studland Bay. 

Four locations given as (Lam & Lam, 1995: Section 1); Portsmouth, 

Woolfeners; Spithead, Woolstoners; Hayhng Island, Woolsteners; Hayhng 

Island, Woolsonors, have been assumed to be the sand bank to the east of the 

entrance to Langstone Harbour which today is called the East Winner. This is 

based on the evidence of the Trinity House chart of Spithead, dated 1797, 

where the sandbank appears to be called 'Wolfiner' or 'Woltiner', and the 

report on the wreck of the merchantman 11 January, 1797, (Grocott, 

1997:46) which says 'she ran on the Woolsners, or Chichester shoals, at the 

entrance to Langstone Harbour'. 

Two locations given as BuUplace Ledge and Bullplace, Brook (Lam & Lam, 

1995, Section 2) have also been identified on the same chart as the modem 

Hanover Point and the part of Brook Ledges off that point. 
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In addition three wrecks; theMa/y July, 1841, sailing j&om SaundersAwt to 

Drogheda; the Dover, 13th September, 1841, sailing from Saundersfbot to Wicklow; 

the //gro, 28th August, 1861, sailing 6om Par to Milfbrd and identified (Lam & Lam, 

1995:Section 2) as being wrecked at Freshwater, Isle of Wight, have been assumed to 

have wrecked at Freshwater East or Freshwater West in Wales and are therefore not 

included in the wrecks database. The wrecked on the 17th September 1794, at 

'Portsmouth, near, on the Oars(g!c)' has also not been included as this has been 

assumed to be The Owers, off Selsey Bill and outside the study area. Their exclusion 

has had minimal efkct on the results of the analysis of the database as they added 

httle or nothing more than increasing the total count of shipwrecks. 

Where the name of a location that a ship was sailing from or to could apply to a 

number of places, assumptions have been made as to which is the most likely, for 

example: 

St Croix is assumed to be the Island in the West Indies. 

Santa Cruz is assumed to be in South America. 

Santo Domingo is assumed to be in the Dominican Republic. 

Charleston is assumed to be in Cornwall primarily because of the cargo carried 

by the ships &om that location, namely china clay. 

Charlestown has been assumed to be in the USA. 

The historic records provide fifly different descriptions of how the ships were 

wrecked. This has been rationahsed as detailed in Chapter 4, table 4.3 and in addition 

vessels which were wrecked in off shore locations have been considered to have 

'foundered' and those on shore or on banks of rocks to have been 'stranded'. 
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Chapter 4 - Analysis of Shipwreck Database 

4.1 Frequency of Shipwrecks 

The purpose of this chapter is to present the raw statistics derived from the shipwreck 

database. There is no discussion as to the appropriateness or benefit of these statistics 

in deducing the causes of vessels being wrecked or as parameters for the predictive 

model. That is carried out in Chapter 10, which draws together all the data presented 

in Chapters 4 to 9. 

The distribution of the shipwrecks over the study area is not uniform. Figure 4.1 

shows the locations where ships have been wrecked. The locations are either exact 

positions of known wrecks or positions derived &om the accounts of wrecking given 

in the historic documents. Shipwrecks with the same location description have been 

given the same position and therefore each wreck symbol may represent one or more 

ships that were wrecked at a particular location. Hence Figure 4.1 does not represent 

the quantitative distribution of shipwrecks in the study area. As the accuracy of the 

position given for the m^ority of the wrecks is not known it is not feasible to use the 

method of dividing the study area into a grid for GIS analysis. The approach of 

dividing the area into "regions" has therefore been used as shown in Figure 4.2. The 

regions delineate locations mentioned in the historic records. These are principally the 

main geographic features such as the bays, banks, headlands, harbour entrances, and 

anchorages and consequently, with the exclusion of the deep-water regions, they 

delineate naturally the shallow areas that form such a threat to shipping. The density 

of distribution of the shipwrecks within these regions is shown in Figure 4.3. The map 

shows that the distribution of shipwrecks is also not uniform with densities vaiying 

&om region to region. This variable distribution must be caused by factors that 

contribute to the causes of ships being wrecked. Also the regions where there are 

clusters of shipwrecks may be associated with particular causes of shipwreck. The 

statistics that can be derived from the data extracted from the historic accounts of the 

shipwrecks should provide indicators as to those causes. The indicators can then be 

used to formulate the hypotheses that wiU enable a GIS predictive model to be 

created. 
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Ĥorse & Dcanj" 
ViSSmMc I Huylmg bland puck "A——— ^ I Hurl I Huiboar t 

^ kntrĝ  
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Density of Shipwrecks by Region 
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The spread of the number of wrecks over the full period of 1140 - 1909 is leptokurtic, 

skewed towards the later dates, 1031 of the total of 1163 wrecks, 88.6%, occurred 

post 1739. The distribution is also multi-modal. The number of wrecks identified for 

each year over the full period varying from 0 to 34 with a mean of 1.51. The graph 

below (Figure 4.4) shows the totals for each decade. 

Number of Shipwrecks by Decade 

1140 to 1909 
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Figure 4.4 Number of Wrecks by decade 1140 -1909 

As already stated in Chapter 3, and clearly identifiable from Figure 4.4, the number of 

wrecks becomes more consistent from 1740. Even so there is still a considerable 

annual and decade variation. For the period from 1740 the distribution is still multi-

modal with a main mode of 3. The mean is 5.96. The annual maximum of 34 

occurred in 1881. This number includes 12 fishing boats wrecked on Selsey Bill 

Beach in a gale on the same day. Other high annual totals are 25 in 1753, 25 in 1795, 

23 in 1809 and 20 in 1238 (see Figure 4.5). The variations in the number of wrecks 

each year may be as a result of the irregularity in their being reported as identified in 

Chapter I. The diligence of James Wheeler and Fred Mew on the Isle of Wight in 

documenting wrecks on the south of the island and the Admiralty's presence at 

Portsmouth possibly mean the records from the middle of the eighteenth century are 

more complete than they might have been otherwise. Hence they may also be quite 

reliable. 

4-5 



ANNUAL NUMBER OF SHIPWRECKS 
1 7 4 0 - 1909 

II iiillllllLlMlj n i i i i 4 I I ! L , L liliih 
1740 1750 1760 1770 1780 1790 1800 1810 1820 1830 1840 1850 1880 1870 1880 1890 1900 

Year 

Figure 4.5 Annual number of shipwrecks 1740 -1909 

The shipwrecks on the database have been divided into Gve subgroups to provide 

comparisons for the different Actors identified as possible causes of shipwreck. The 

subgroups are: 

Coastal - Vessels wrecked sailing &om one UK port to another, including Eire (see 

Figure 4.6). 

Overseas - Vessels wrecked sailing &om UK ports to overseas ports, overseas ports to 

UK ports and from one overseas port to another (see Figure 4.7). 

Up Channel - Vessels wrecked sailing up the Enghsh Channel (see Figure 4.43). 

Down Channel - Vessels wrecked sailing down the Enghsh Channel (see Figure 

4.44). 

Local - Vessels saihng 60m one location to another within the study area (see Figure 

4.38). 

These subgroups are not mutually exclusive and overlap with some of the shipwrecks 

included in more than one group, for example shipwrecks in the Coastal and Overseas 
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subgroups will also be included in the Up Channel and Down Channel subgroups. 

The size of each subgroup varies as does the number of shipwrecks, or sample, for 

which the reports provide information on the factors identified and there must be 

some judgement as to whether they make a large enough sample for effective 

statistical analysis. Even so all five subgroups are included in each analysis for 

completeness. 

The number of wrecks that occurred in each month is also variable, both for the 

periods up to and from 1740 (see Table 4.1. and Figures 4.8,4.9. & 4.10. below). 

Table 4.1 - Numbers and Percentages of Shipwrecks by Month 

1140-1909 1140-1739 1740 -1909 

Month No. Wrecks % No. Wrecks % No. Wrecks % 

January 204 19.50 19 17.76 185 19.70 

February 111 10.61 10 9.35 101 10.76 

March 99 9.46 7 6.54 92 9.80 

April 54 5.16 7 6.54 47 5.01 

May 42 4.02 2 1.87 40 4.26 

June 26 2.49 1 0.93 25 2.66 

July 30 2.87 6 5.61 24 2.56 

August 48 4.59 2 1.87 46 4.90 

September 80 7.65 21 19.63 59 6.28 

October 94 8.99 10 9.35 84 8.95 

November 128 12.24 14 13.08 114 12.14 

December 130 12.43 8 7.48 122 12.99 

The close similarity in the distribution of shipwrecks each month for the overall time 

span 1140 to 1909 and for 1740 to 1909 is due to the high percentage of the 

shipwrecks being recorded in that later period. The high number for September for 

the period 1140 to 1739 is due to a single event in 1238 when 20+ ships were sunk in 

a storm at Portsmouth. 

The overall distribution of shipwrecks each month is also very variable as indicated in 

Table 4.2. The first shipwrecks for which the month is recorded are in 1238. 
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Table 4.2 - Number of Shipwrecks Each Month by Decade 1230 to 1909 

Month Total 
Jan 3 1 1 
Feb 2 1 1 
Mar 3 1 1 
Apr 7 1 1 1 4 
May 1 1 
Jun 1 1 
Jul 3 1 1 1 
Aug 0 
Sep 20 20 
Oct 2 1 1 
Nov 2 1 1 
Dec 1 1 

Year 1230 1250 1300 1350 1400 1450 1500 1550 

Month Total 
Jan 201 1 1 1 1 I 12 1 31 8 4 13 19 27 4 4 3 9 5 9 7 27 9 5 
Feb 109 3 2 3 4 8 4 3 8 8 11 4 2 4 5 1 13 6 7 9 4 
Mar 96 1 1 2 1 4 5 5 5 7 5 3 15 4 1 2 4 6 11 10 5 
Apr 47 4 1 6 2 4 3 1 5 1 3 2 4 8 3 
May 41 1 1 3 1 5 5 4 1 1 1 1 2 4 6 4 
Jun 25 2 1 2 1 4 1 1 1 2 4 1 3 2 
Jul 27 1 1 1 1 2 6 1 1 3 1 6 3 
Aug 48 2 5 3 4 6 1 1 2 3 2 1 1 1 6 
Sep 60 1 1 4 2 2 5 7 1 4 2 1 2 3 9 2 14 
Oct 92 2 1 1 1 1 1 1 2 5 3 5 4 5 5 7 3 4 3 8 4 15 4 7 
Nov 126 1 4 1 1 I 4 1 5 4 3 5 17 16 10 3 2 5 5 10 9 14 5 
Dec 129 1 2 1 1 1 1 1 4 8 6 6 21 15 8 6 2 1 13 2 9 8 7 5 

Year 1560 1600 1650 1700 1750 1800 1850 1900 
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The distributions of the shipwrecks in the study area for each month of the year are 

shown in Figures 4.11 to 4.22. 

4.2 Locations of Shipwrecks 

The information available on 1107 shipwrecks is sufBcient to provide an identifiable 

location. Table 4.3 provides the detail of the number of shipwrecks in each region 

(see Figures 4.1 to 4.3.) grouping the wrecks into six areas: 

Southwest of the Isle of Wight, &om the Needles to, and including, St Catherine's 

Point ('Back of Wight'). 

Southeast of the Isle of Wi^t, &om St. Catherine's Point to Bembridge Ledge. 

Northeast of the Isle of Wight from Bembridge to Cowes. 

Northwest of the Isle of Wight, &om Cowes to the Needles. 

The Dorset coast &om Anvil Point to Christchurch Bay 

The Hampshire coast &om Christchurch Bay to Selsey Bih. 

The West and East Solent. 

The English Channel. 
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Figure 4.18 Map of the locations of vessels wrecked in August 
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Figure 4.19 Map of the locations of vessels wrecked in September 
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Figure 4.21 Map of the locations of vessels wrecked in November 
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The locations listed in the table below are the nearest prominent topographical coastal 

feature, port or town. 

Table 4.3 - Locations of Shipwrecks 

Location 

South West LO W. 

'Back of Wight' 

The Needles 

The Node 

Freshwater Bay 

Compton Bay 

Brook 

Brighstone Bay 

Atherfield 

Chale Bay 

St. Catherine's Point 

No. of Wrecks 

Total: 349 

38 

30 

1 

10 

14 

51 

44 

67 

45 

49 

South East LO W. 

St. Lawrence 

Ventnor 

Bonchurch 

Durmose Point 

Luccombe Bay 

Shanklin 

Sandown 

WhiteclifF Bay 

Bembridge Ledge 

Total: 72 

4 

4 

5 

2 

26 

1 

18 

North East LO W. Total: 72 

Bembridge Harbour Entrance 5 

St. Helen's Road 5 

Nettlestone Point/Seaview 7 

Ryde 35 

Cowes 20 
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North West LO.W. Total: 40 

Gurnard Head 1 

Between Cowes & Yarmouth 2 

Newtown River 1 

Yarmouth 19 

Colwell Bay 5 

Totland Bay 11 

Alum Bay ] 

Dorset Total: 129 

Durleston Head/Bay 3 

Swanage Bay 19 

Handfast Point 7 

Studland Bay 36 

Poole Harbour Entrance 32 

Poole Bay 8 

Bournemouth 5 

Southboume 2 

Hengistbury Head 6 

Christchurch Harbour Entrance 3 

Christchurch Bay 7 

Highclifk 1 

Hampshire Total: 236 

Mil6)rd-on-Sea 3 

Hurst Point 14 

Lymington 14 

Beaulieu River 2 

Stansore Point 1 

Stanswood Bay 1 

Calshot 6 

Southampton Water 7 

River Test 15 

River Itchen 2 
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Hamble River 3 

Lee-on Solent 1 

Stokes Bay 29 

Gilkicker Point 3 

Gosport 6 

Portsmouth Harbour 20 

Portsmouth Harbour Entrance 20 

Southsea 6 

Langstone Harbour 1 

Langstone Harbour Entrance 13 

Hayling Island 7 

Chichester Harbour 5 

Chichester Harbour Entrance 15 

Bracklesham Bay 1 

Selsey Bill 41 

Solent Total: 169 

Shingles Bank 37 

Bramble Bank ] 

Ryde Middle Bank 1 

Mother Bank 2 

East Solent 2 

Spithead 22 

Spit Sand 4 

Horse & Dean Sand 11 

Near Portsmouth 61 

Near Chichester 23 

No Man's Land 2 

Nab Tower 3 

English Channel Total: 40 
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Each of these locations can be rationalised by type; headland, bay, harbour entrance, 

open water, anchorage, rocks, and banks. 

Table 4.4 - Location Types 

Type No. Wrecks 

Headland 311 

Bay 283 

Harbour Entrance 255 

Open Water 73 

Bank 69 

Anchorage 56 

Harbour 47 

River Mouth ]_ 

Total 1095 

The discrepancy in the totals for Tables 4.3 and 4.4 is due to shipwrecks where the 

location type cannot be identified from the location or other information in the 

reports, many of which have been allocated to the 'Open Water' location type. The 

location types can be further rationalised to cover such locations as anchorages off 

harbour entrances or in bays and banks or rocks off harbour entrances, in bays or off 

headlands. 

Table 4.5 - Locations within Location Types 

Type No. Wrecks 

Harbour Entrance: 

Bank 47 

Anchorage f 1 

Rocks 2 

Bay: 

Anchorage 22 

Rocks 22 

Headland: 

Rocks 152 
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The breakdown of the location types for the five subgroups of shipwrecks is detailed 

in Table 4.6: 

Table 4.6 - Numbers (%) of Shipwrecks by Location Type in each Subgroup 

Subgroup Sample 
Size 

Bay Headland Harbour 
Entrance 

Open 
Water 

Anchors 

Coastal 287 17.42 22.30 34.49 7.31 10.10 

Overseas 425 30.35 35.06 17.41 8.94 3.76 

Up Channel 377 31.83 35.54 17.77 6.63 3.45 

Down Channel 225 19.11 24.89 31.11 11.56 6.22 

Local 70 12.86 18.57 38.57 10.00 18.57 

4.3 How Wrecked 

For 911 of the shipwrecks on the database the reports provided a description as to 

how the wreck occurred. Fifty different descriptions have been identified, including 

such as 'Beat to pieces', 'Tome & shattered on the sea', 'Bulged' and 'Fell over'. 

Some 56 were simply described as 'sank' and a further 30 as 'lost'. These 

descriptions have been rationalised with many such as driven ashore, cast ashore, 

went ashore grouped together to provide three basic ways in which ships can wreck. 

For the purposes of analysis the method of being wrecked for a further 195 

shipwrecks has been assumed based primarily on location. The table below (4.7) 

provides a list of the three basic ways of wrecking and the number of wrecks on the 

database for which each was applicable. 

Table 4.7 - How Vessels were Wrecked 

How Wrecked No. of Wrecks % 

Stranded 841 vessels 76.14% 

Foundered 245 vessels 22.15% 

Burnt 20 vessels 2.0%(includes 1 blew up) 

The vessels that wrecked following a collision are not shown separately in Table 4.7, 

but are included in the other groupings dependent upon the ultimate manner of loss. 
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Within the groupings further subdivisions provide: 

Stranded: 

Foundered: 

On rocks 

On bank 

Following act of war 

Following collision 

Following collision 

Following capsize 

After hitting rocks 

After hitting bank 

Following act of war 

135 vessels. 

88 vessels. 

5 vessels. 

1 vessel. 

49 vessels. 

11 vessels. 

9 vessels. 

7 vessels. 

4 vessels. 

From the figures above it can be determined that 5.49% of vessels were wrecked as a 

result of collisions. 

Stranded Shipwrecks by Decade 
Sample size 841 

100 

90 

80 

70 

60 

o 
M 50 

40 

30 

20 

10 

, I . , ,m, ,1,1. 

140 1240 1340 1440 1540 1640 1740 1840 

Decades 

Figure 4.23 Vessels wrecked by stranding by decade 1140 -1909 
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Foundeired Shipwrecks by Decade 
Sample size 245 

,1,,. <1, ,1, II II III 
1240 1340 1440 1540 

Decades 

1640 1740 1840 

Figure 4.24 Vessek wrecked by foundering by decade 1140 -1909 

Burnt Shipwrecks by Decade 
Sample size 20 

3.0 

0) 

2.5 

2.0 

1.5 
o 

1.0 

0.5 

0. 
40 1240 1340 1440 1540 1640 1740 1840 

Decades 

Figure 4.25 Vessels wrecked by burning or explosion by decade 1140-

1909 
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Vessels Wrecked Following Collisions 
Sample Size 52 

% 

16 

14 

12 

10 

8 

6 

4 

2 

1140 1240 1340 1440 1540 1640 1740 1840 

Decades 

Figure 4.26 Vessels wrecked following collisions by decade 1140 -1909 

The number of vessels for each of the five subgroups by way of being wrecked is 

detailed in Table 4.8. 

Table 4.8 - Numbers (%) of Shipwrecks by Wrecking Type 
for each Subgroup 

Subgroup Sample 
Size 

Stranded Foundered Collision Burnt 

Coastal 289 67.13 31.83 7.96 1.04 

Overseas 441 83.22 15.87 5.22 0.91 

Up Channel 392 83.93 15.31 2.81 0.77 

Down Channel 231 77.06 21.65 8.23 1.30 

Local 69 40.58 59.42 20.29 0.00 

The records identify a total of 84 vessels that were wrecked while at anchor or 

moored. This group also includes one vessel that was coming to anchor and two that 

were in the dockyard at Portsmouth (see Figure 4.42 & 4.45). A number of other 

vessels could have been considered as having been at anchor, such as the transports 

wrecked in Stokes Bay on 30^ January 1890, but are not included in this total. 
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Figure 4.29 Map of the locations of vessels wrecked by burning/explosion 
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4.4. Nationality of Wrecks 

The political map of the world has changed many times during the timescale spanned 

by the wreck database. Where the information was available the nationality of a 

wreck is given as recorded in the source documentation. If only the port of registry 

was given the nationality is the country the port lies in today. All ships from England, 

Scotland, Ireland and Wales are identified as British (see Table 4.9). 

Table 4.9 - Nationality of Wrecks 

Nationality No. 

British 632 

French 65 

Dutch 40 

Spanish 21 

Swedish 17 

Norwegian 16 

German 12 

Prussian 6 

Danish 4 

Russian 4 

Italian 3 

USA 3 

Canadian 2 

Portuguese 2 

Venetian 2 

Austrian 1 

Belgian 1 

Genoese 1 

Greek 1 

Hanoverian 1 

Maltese 1 

Polish 1 

South African 1 

Total 837 
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Table 4.10 - Nationality of Vessels Wrecked by Decade 
Nationality 

British 
French 

Dutch 
Spanish 
Norwegian 
Swedish 

German 
Danish 
PriBsian 

Russian 

Mian 

Canadian 
Portuguese 
VeiKtian 

Austrian 

Belgimi 
Genoese 
Greek 
Pbnovenan 
Maltese 
Polish 
&wth African 

Total 

Total 

l 6 
l 4 

12 
' 4 

T 

1 
8311 2 

1300 

1 ! 1 1 

1 0 
1350 

2 1 

444 
I : i 

1 I ' 1 

1400 
0 | 0 | 110 

1450 
0 1 0 

1500 

I ir n 

T i ^ 

2 0 1 

1550 

3 | 0 | 0 | 0 

1660 

I 21211 
2r _ 

2 7 

6 0 4 ,2 

1650 

512410 
| 4 ! 8 2 
1 7 

21 

I I 2 

2 1 , 1 1 

26 61! 58 4412Q 1^1^27 
I 9 I 1 I I 

4 1 

2 1 1 ' 

1 1 

I 21 1 

1 

4 8|10 1 

IITOOI 

41 34 89 59 51 

'i 1 • r 

10|43 

1750 

23 28 43 6^64j47 

I 1^1 

; ' ; 1 

^21 nW 
1 ^ 

47 48 105 75 62 
1900 
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The distribution of the British vessels shipwrecked spans the whole period covered by 

this study, but this does not apply to the vessels of other nationalities. Figure 4.31 

shows the cumulative numbers by decade for the countries with the six highest totals 

of shipwrecks. The locations of these shipwrecks are shown in Figures 4-32 to 4-37. 

It is interesting to note the concentration of Dutch, Spanish, Swedish and Prussian 

vessels wrecked during the decades 1750 to 1800 that span a period of significant 

British naval activity and the frequency of Spanish vessels prior to the seventeenth 

century. 

Cumulative Shipwrecks by Nationality 

0) 
Q. 
kz 
cn 
"S 
d 

1140 1240 1340 1440 1540 

Decades 

1640 1740 1840 

• Spanish O French H Dutch 
M German M Swedish M Norwegian 

Figure 4.31 Cumulative numbers of shipwrecks by decade for the six 

most frequent nationalities excluding British 

The earliest "foreign" ship recorded as being wrecked within the study area was 

Spanish, in 1309. The total number of Spanish vessels is relatively small and there is 

a gap of over one hundred years between shipwrecks from 1588, the year of the 

Spanish Armada, to 1697. The second earhest "foreign" vessel wrecked was French. 

The wrecking of French ships occurs on a fairly regular basis, but there are gaps that 

coincide, to a degree, with periods of war or political differences; 1399 to 1416,1692 

to 1741 and 1798 to 1819. The first Dutch vessel wrecked is not until 1627. The total 



of 19 German shipwrecks used in Figure 4.31 and Table 4.9 includes the one 

Hanoverian and six Prussian vessels. The earhest two German vessels wrecked are 

recorded for 1634 with another in 1635, but then there is a g ^ until 1769. The first 

Swedish shipwreck recorded is in 1683. The next is not until 1750. The first 

Norwegian vessel is not wrecked until 1851. Table 4.11 lists die mean period between 

shipwrecks for the overall time scale of 1140 to 1909 and the mean for the time span 

between the Grst and last occurrences of shipwrecks for the countries shown in Figure 

4.31. Figures 4.32 to 4.44 show the locations of the shipwrecks of these nationalities. 

Table 4.11 - Mean Period (years) between Shipwrecks 

Nationality Overall Time span 
Mean Mean 

French 11.77 9.17 

Dutch 19.23 7.05 

Spanish 36.61 28.57 

German 40.47 15.88 

Swedish 45.24 13.29 

Norwegian 48.06 3.63 

Table 4.12 - Nationality of Shipwrecks pre-1740 

Nationality 

British 

French 

Dutch 

Spanish 

Italian 

German 

Portuguese 

Swedish 

No. Wrecks 

27 

10 

10 

12 

3 

3 

1 

1 

Note: 
The total of Italian shipwrecks includes one Venetian and one Genoese vessel. 

The number of diH^ent nationalities recorded for the period up to 1740 is much 

smaller than for the post 1740 period and there is also a much smaller ratio of British. 
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Figure 4.33 Map of the locations of Dutch vessels wrecked 
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vessels. Of 132 shipwrecks the nationality of 63 is known. The first nationality of a 

shipwreck is not recorded until 1304 and there i s a gap between 1711 and 1740 even 

though there is a reasonably regular recording of shipwrecks from about the end of 

the of sixteenth century. The numbers of shipwrecks for each of the nationalities 

recorded for the pre 1740 period are detailed in table 4.12 above. 

4.5 Ports of Departure and Destination 

The details on a total sample of 762 of the vessels wrecked provide the ports of 

departure and/or destination. For 174 only one of these is named. Of the sample, 564 

(74%) of the vessels were sailing either to or from, or via, a British Isles port and of 

these 259 (45.9%, 34% of total sample) were sailing to or from ports in the study 

area. 243 of the vessels, (43.1%, 31.9% of the total sample), were making coastal 

voyages around the British Isles (not including the Channel Islands), 63 (25.9%) of 

which were sailing either to or from London. Another 82 (33.7%) of that total, 

(10.8% of the total sample), were sailing locally to and from ports entirely within the 

study area. A total of 30 of the vessels (3.9% of the total sample) were sailing to or 

from the Channel Islands, 10 (33.3%) of which, to or from ports in the study area and 

12 (40.0%) to or from London. In total 141 (18.5%) of the wrecked vessels had been 

sailing to London, 102 (72.3%) of which were from overseas ports. Another 69 (9.1% 

of the total sample) were sailing from London, 45 (65.2%) of which were to overseas 

destinations. 

Table 4.13 - Numbers of Wrecks from Ports of Departure and/or to Destination 

Outside the English Channel 

Area of the World Total To From 

European Atlantic 137 41 96 

Mediterranean 50 10 40 

Caribbean 56 23 33 

USA 43 12 31 

South/Central America 21 9 12 

Africa, Far East, Australasia 25 14 11 

Canada 11 3 8 

Totals 343 112 231 
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The numbers of the vessels wrecked which had been sailing to or from ports outside 

the English Channel are shown in Table 4.13 above. 

Vessels Sailing Up Channel by Decade 
Sample size 408 

50 
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Figure 4.39 Numbers of shipwrecks in the Up Channel subgroup by 

decade 
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Vessels Sailing Down Channel by Decade 
Sample size 235 
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Figure 4.40 Numbers of shipwrecks in the Down Channel subgroup by 

decade 
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A further 34 of the vessels were sailing to or from ports across the North Sea, 13 to 

and 17 from ports in the British Isles. In total 408 of the vessels were sailing up the 

English Channel and 235 sailing down the English Channel. 

Vessels Sailing Locally by Decade 
Sample size 70 
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Figure 4.41 Numbers of shipwrecks in the Local subgroup by decade 

Vessels at Anchor or Moored by Decade 
Sample size 84 
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Figure 4.42 Numbers of vessels wrecked while at anchor or moored 
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Figure 4.44 Map of the locations of vessels wrecked sailing down the English Channel 
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Figure 4.45 Map of the locations of vessels wrecked when coming to anchor, at anchor or moored 
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Table 4.14 - Average Frequency per year (%) of Shipwrecks for the Subgroups 

plus Anchored or Moored Within the Study Area 

Movement Overall Post 1740 1'̂  Mention 
Average Average Average 

Coastal 0.39 1.77 0.49 

Overseas 0.59 2.70 0.73 

Up Channel 0.53 2.30 0.67 

Down Channel 0.30 1.31 0.37 

Local 0.09 0.41 0.55 

Anchored/Moored 0.07 0.26 0.24 

The comparison of the average frequency of vessels being wrecked sailing up or 

down the Enghsh Chamiel, sailing to and 6om ports within the study area and while 

at anchor or moored within the study area is shown in Table 4.14. It also shows the 

comparison between the average for the overall time scale for the study, the average 

for 1740 onwards and the average 6om the first date of reference to vessels in each 

category. The distributions of all four of the categories are skewed towards the later 

dates and multi-modal. The mode for all categories is zero. 

4.6 Cargoes Carried 

The wreck reports provide details of the cargoes carried by 600 of the wrecks. The 

most frequently mentioned commodities are hsted in Table 4.15. These figures cannot 

be taken as an indication of the relative importance in British trade of the 

commodities hsted, but they may indicate the structure of trade that used the English 

Channel trade route. The date divisions are arbitrary, but have been chosen to try to 

provide an indication of changing trade patterns post 1739. Up to and including 1739 

the cargoes of 27 shipwrecks were recorded. From 1740 to 1800 the number was 176, 

from 1801 to 1850 the number was 49 and 6om 1851 to 1909 the number was 333. 

Chapter 2 discusses the problems with the availabihty of information on shipwrecks, 

but the variance in the numbers of vessels for which details of their cargo are 

available, perhaps, reinforces this assertion. The relatively high number for the period 

1740 to 1800, compared with the preceding and following periods is most likely a 
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result of the recording of 130 shipwrecks on the Back of Wight' between 1746 and 

1808 by James Wheeler (Mew, 1974:51-62). 

Table 4.15 - Cargoes Most Frequently Carried 

Commodity No. of Wrecks 

1140-1739 1740-1800 1801-1850 18S1-1909 

Coal 

Wine 

Timber 

Stone/Slate/Bricks 

Fruit & Nuts 

Salt 

Grain/Flour 

Metal/Manuf. Goods 

Bale Goods/Wool/ 

Cotton/Cloth/Silk 

Alcoholic Spirits 

Clay/Chalk 

General 

Sand/Sbingle/Cement 

Meat/Fish/Vegetables 

Oil/Petrol 

Sugar 

Silver/Gold/Money/ 

Species 

Troops/Weapons/ 

Explosives/ Gvmt. 

& Naval Stores 

Tobacco 

Hides/Skins/Leather 

Butter 

Spices 

Total 

67 

56 

45 

43 

36 

36 

35 

32 

30 

29 

27 

24 

21 

22 

20 

17 

13 

13 

13 

12 

7 

9 

12 

I 

3 

4 

4 

2 

38 

20 

6 

24 

20 

7 

7 

20 

18 

2 

5 

9 

11 

12 

6 

11 

7 

4 

4 

11 

6 

6 

5 

6 

4 

3 

6 

2 

7 

4 

1 

3 

1 

1 

2 

3 

2 

48 

18 

32 

5 

12 

22 

15 

4 

2 

25 

12 

21 

9 

7 

2 

4 

1 

1 
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4.7 Age of Vessels 

The records of a sample of 295 of the vessels wrecked provide the date they were 

built. The age profile of this sample is as shown in Figure 4 .46 below. The span of the 

age range is considerable with the youngest being wrecked in the same year as being 

built and the oldest after 94 years of service. The distribution is skewed towards the 

youngest ages. The distribution is multi-modal with the main mode of 14 at 3 years 

old. There are 12 shipwrecks for both 2 and 12 years old and 10 for the ages of less 

than 1 and 14 years. The mean is 22.13 years, the median 21 years. 

jg 
8 

CO 
"6 

I 

Age of Vessels when Wrecked 
sample of 295 shipwrecks 

J 
72 76 80 84 88 82 0 4 8 12 16 20 24 28 32 36 40 44 48 52 58 60 64 

Age (years) 

Figure 4.46 Age profile of vessels wrecked 

The sample was analysed by dividing it over the same time periods as those used in 

section 4 .6 above. The distribution of the sample over time is very much skewed to 

the later dates. The sample has therefore been analysed over two time periods, up to 

1850 (Figure 4.47) and 1851 to 1909 (Figure 4.48). Even so the number of 

shipwrecks in each time period is still very unbalanced with 44 in the first period and 

249 in the later period. The results of this analysis should therefore be treated with 

caution. 
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Figure 4.47 Age proRle of vessels wrecked prior to 1850 
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Figure 4.48 Age profile of vessels wrecked 1851 to 1909 
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Figure 4.49 Map of the locations of wrecked vessels up to and including 5 years old 
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Figure 4.51 Map of the locations of wrecked vessels 16-30 years old 
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Figure 4.52 Map of the locations of wrecked vessels over 30 years old 
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The two distributions are skewed towards the younger ages. While the age projBle 6)r 

the period 1851 to 1909 is very similar to that for the whole sample. The earher 

period shows a much younger profile. The mean age of the vessels wrecked in the 

earher time period is 11.61 years, the median is between 5 and 6 years and there are 

dual modes at 2 and 3 years. The mean 6)r the later period is 24.16 years, with a 

median of 23 years and a mode of 11 years. To emphasise the difference the mean for 

the period 1801 to 1850 is 14.09 years and the median 10 years. 

The maps of the locations of the vessels wrecked in the different age groups (Figures 

4.49 to 4.52) show very httle diBerence in the distributions of those shipwrecks. The 

only noticeable dif&rence being the lower proportions of vessels up to 5 years old 

which foundered in open water. The percentage of vessels for each of the subgroups 

by age groups is detailed in Table 4.16. This analysis shows a trend for younger 

vessels in overseas trade and older vessels in coastal trade. 

Table 4.16 - Number of Vessels (%) Wrecked in each Subgroup 
by Age Group 

0-5 Years 6-15 Years 16-30 Years 30+ Years 

Coastal 10.17 16.10 33.05 40.68 

Overseas 21.93 23.68 32.46 21.93 

Up Channel 14.13 25.00 27.17 33.70 

Down Channel 20.24 17.86 34.52 27.38 

Local 10.00 20.00 40.00 30.00 

4.8 Size of Vessels 

The reports on a sample of 189 of the vessels wrecked provide the tonnage of those 

vessels. The details shown below use the reported tonnage and no attempt has been 

made to standardise the measurements. They are therefore, probably, a mixture of the 

various measurements used during the time period covered by this study, &om the 

original tuns of wine to the modem registered tormage. In addition the tonnage 

normally quoted for merchant vessels is a measurement of the weight of cargo they 

can cany while for warships it is the displacement tonnage (Kemp, 1976:876). Yachts 
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may be quoted in Thames Measurement tonnage that was introduced in 1855. 

Size of Vessels 
Sample size 189 

25T 
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10 
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50 Ton Groups 

Figure 4.53 Size of Vessels 

The graph above (Figure 4.53), shows the distribution of the wrecks by tonnage in 

bands of 50 ton increments from > 50 tons up to 2350 tons. The range is 1 - 2347 tons 

and the mean 367 .47 tons. The distribution is skewed towards the lower tonnage with 

a median is only 170 tons. This distribution may possibly be specific to the study 

area. The high percentage of vessels under 50 tons is probably accounted for by &e 

single event in 1881 when twelve 3-4 ton Gshing vessels were wrecked on Selsey BiU 

beach and the presence of large numbers of small yachts in the Solent area, of which 

at least nine were wrecked. In addition the location of Portsmouth, a major naval base 

and collection point for convoys, possibly accounts for the long tail towards the 

higher tonnages. Of the fifty-three vessels over 650 tons eleven are warships. Prior to 

1858 all six vessels over 1,000 tons are warships. From 1858, there are eight full-

rigged ships, two barques, one schooner and one bulk ore carrier, but no warships, 

which may be due to the rapid introduction of steam &om about the middle of the 

nineteenth century (Archibald, 1987:75-76, 82-83,90-91). The long tail towards the 

high tonnage is an indication of the introduction of larger iron and steel constructed 

vessels and the large fully rigged ships. 
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Figure 4.54 Map of the locations of wrecked vessels up to 100 tons 
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Figure 4.55 Map of the locations of wrecked vessels 101-300 tons 
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Figure 4.56 Map of the locations of wrecked vessels 301-600 tons 
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Figure 4.57 Map of the locations of wrecked vessels over 600 tons 
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The numbers in each of the size groups are too small for rehable statistical analysis. 

The maps. Figures 4.54 to 4.57, show similar distributions of location for the four size 

groups. There is a concentration of vessels up to 100 tons in Poole Bay, at the 

entrance to Poole Harbour, in Studland Bay and offHandfast Point all but two vessels 

were coastal, the vast m^ority sailing to or from ports in the study area. About a third 

were sailing to or from Poole. The over 600 tons group has a small concentration of 

shipwrecks off Portsmouth which are all warships. 

The size profile of the vessels wrecked over time is shown in Table 4.17 below. The 

first vessel for which the tormage is recorded was wrecked in 1420. This table shows 

the increase in the size of vessels over time and possibly also the change in the 

recording of maritime disasters to include the smaller vessels. 

4.9 Types of Vessel 

The records of 633 of the vessels wrecked identified them by type and/or by function. 

The tables below, 4.18 and 4.19 use the descriptions 6om the historic records and do 

not take account of the changes that occurred to vessels of a given name type. For 

example the term 'Brig' was originally used as an abbreviation for Brigandne, but 

later became a particular type of vessel. The date of the earliest of these records is 

1407. 

4.10 Weather 

Reports on 417 of the shipwrecks on the database provided data on the weather 

conditions at the time of the wrecking. Of these, 388 gave details of the strength of 

the wind and 276 the wind direction. Details on visibility or precipitation were given 

for 47 of the shipwrecks. The first report using the Beaufort Scale was for a vessel 

wrecked on the 8th January 1851. Before that date, and for the reports after that date 

which do not use the Beaufort Scale, the strength of the wind is usually described in 

similar terminology to that used in the Beaufort Scale definitions for these the 

Beaufort Scale wind strength numbers have been interpreted. Table 4.20 details the 

number of shipwrecks for each Beaufort Scale wind strength. 
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Table 4.17 - Size of Vessels by Decade 
Tonnage Total 

- - J —1—I— 
0-49 2 t 1 1 ' T 71 7 r 50-99 ^4 1 1 1 4 • 1 1 1 i 1 ? 4 1 

100-149 1 3 2 7 r r 1 1 T S It 
150-199 2 2 1 2 ? 1 1 T -
200-249 14 j 1 2 t 1 
250-299 7 4 -

1 
300-349 U 2 2 1 1 1 T 1 1 1 1 
350-399 2 j 1 1 1 - 1 1 
400-449 9 1 1 1 r 1 1 1 450-499 1 1 
500-549 4 1 1 1 1 1 
550-599 4 T 1 1 ' ' 
600-649 S 1 1 1 1 1 1 
650-699 j 1 1 1 
700-749 i 1 1 j 

1 1 1 800-849 i 1 1 
850-899 1 1 
900-949 i 1 1 
950-999 1 1 

1000-1049 1 i 1 
1050-1099 1 1 1 
1100-1149 0 
1150-1199 0 
1200-1249 i 1 1 
1250-1299 2 

1 1 
1300-1349 u 1 ; 1 1 
1350-1399 2 1350-1399 2 1 1 i 1 1 9 
1400-1449 1 1 
1450-1449 0 1450-1449 0 
1500-1549 1 

' 1 1 
1550-1599 2 1 1 1 
1600-1649 0 
1650-1699 0 
1700-1749 0 
1750-1799 1 1 1 r 
1800-1849 j ? 
1850-1899 1 

It 
1 i 1900-1949 

1 
It —T 

1950-1990 u — r -
2060-2649 2 1 1 1 
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2200-2249 0 
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1 
2300-2349 1 

1 
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Table 4.18 - Types of Vessel by Decade 
Vessel Tj^e Total J 
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Table 4.19 - Types of Vessel Function by Decade 
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The numbers (%) of vessels wrecked in the different Beaufort Scale winds are 

detailed for the five subgroups in Table 4.21 below. 

Table 4.20 - Numbers of Vessels Wrecked in Reported 
Beaufort Scale Winds 

Beaufort 
Description Scale No. of Wrecks 

Hurricane 12 11 

Violent Storm 11 16 

Storm 10 82 

Severe Gale 9 58 

Gale 8 89 

Near Gale 7 27 

Strong Breeze 6 36 

Fresh Breeze 5 26 

Moderate Breeze 4 21 

Gentle Breeze 3 5 

Light Breeze 2 10 

Light Air 1 4 

Calm 0 3 

The high proportion of Beaufort Scale 10 and 8, storm and gale force, winds may be 

due to the colloquial use of those words to describe strong wind situations. 

Table 4.21 - Numbers (%) of Shipwrecks that Occurred at each Beaufort Scale 
by Subgroup 

Subgroup: Coastal Overseas Up Chan. Down Chan. Local 

Beaufort 
Scale 

Sample Size: 129 126 101 85 46 

12 0.00 3.97 4.95 0.00 0.00 

11 3.10 3.17 1.98 7.06 0.00 

10 10.85 12.70 8.91 15.29 8.70 

9 12.40 17.46 13.86 22.35 4.35 

8 13.95 28.57 
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7 10.08 8.73 5.94 10.59 13.04 

6 17.05 9.52 13.86 5.88 21.74 

5 12.40 5.56 6.93 9.41 15.22 

4 10.85 5.56 7.92 5.88 15.22 

3 1.55 2.38 1.98 1.18 4.35 

2 3.88 1.59 2.97 1.18 2.17 

1 1.55 0.79 0.00 1.18 4.35 

0 2.33 0.00 0.00 0.00 4.35 

The reports of the wind direction at the time of the vessels being wrecked provide a 

wind rose of 32 point of the compass. Table 4.22 details the percentage of shipwrecks 

for each of those compass points for the total of the 276 reports and also the five 

subgroups. 

NW 

W 

Wind Direction % 
Sample Size 276 

N 
100 

50 

NE 

SW SE 

Figure 4.58 Frequency of wind direction from shipwreck reports 

The 32-point wind rose is a little cumbersome, therefore to provide the more normally 

used 8 point wind rose in Figure 4.58 the wind directions were divided into 45° 

segments. The number of reports for directions on the 45° dividing lines have been 

divided equally between the segments on either side e.g. the number for NNE has 

been divided equally between north and north-east. 
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Table 4.22 - Number (%) of Shipwrecks that Occurred in each Subgroup by 
Wind Direction 

Direction Coastal Overseas Up Down Local Total 
Channel Channel Database 

N 0.88 0.00 0.00 0.00 2.50 0.72 
N b y E 0.00 1.01 0.00 1.41 0.00 0.36 
NNE 1.75 2.02 1.22 1.41 2.50 1.45 
NEbyN 0.001 0.00 0.00 0.00 0.00 0.00 
NE 4.39 0.00 2.44 2.82 2.50 2.17 
NEby E 0.00 0.00 0.00 0.00 0.00 0.00 
ENE 1.75 0.00 0.00 2.82 2.50 0.72 
E by N 0.00 0.00 0.00 0.00 0.00 0.00 
E 6.14 8.08 7.32 5.63 10.00 6.52 
E b y S 0.88 0.00 1.22 0.00 0.00 1.09 
ESE 0.00 3.03 3.66 0.00 0.00 1.09 
SEbyE 0.00 1.01 1.22 0.00 0.00 0.36 
SE 7.89 4.04 1.22 7.04 12.50 6.88 
SEbyS 0.00 1.01 1.22 0.00 0.00 0.36 
SSE 3.51 4.04 4.88 1.41 7.50 4.35 
S b y E 0.88 1.01 1.22 1.41 0.00 0.72 
S 6.14 12.12 10.98 9.86 2.50 9.78 
Sby W 0.00 0.00 0.00 0.00 0.00 0.00 
SSW 9.65 6.06 7.32 11.27 5.00 6.16 
SWbyS 0.88 1.01 1.22 0.00 2.50 0.72 
SW 21.05 32.32 31.71 23.94 20.00 24.64 
SW by W 0.00 0.00 0.00 0.00 2.50 0.00 
WSW 12.28 11.11 10.98 14.08 5.00 14.49 
W b y S 0.00 1.01 1.22 0.00 0.00 0.36 
W 7.89 4.04 3.66 4.23 10.00 5.80 
W b y N 0.88 0.00 0.00 1.41 0.00 0.36 
WNW 4.39 4.04 4.88 2.82 5.00 3.99 
NWby W 0.00 0.00 0.00 0.00 0.00 0.00 
NW 6.14 1.01 1.22 4.23 10.00 4.71 
NWby N 0.00 0.00 0.00 0.00 0.00 0.00 
NNW 2.63 1.01 1.22 4.23 0.00 1.81 
Nby W 0.00 1.01 0.00 1.41 0.00 0.36 

Sample Size 114 99 82 71 40 276 

4.11 Occurrence of Shipwrecks Relative to Tide Cycle 

The number of wrecks that occurred on each day of the tide cycle varied (see Figure 

4-59). The sample of 826 shipwrecks for which the date of wrecking was known 

provided a multi-modal distribution. The mean is 59.0 with a minimum of 45 one 

day before neaps and the maximum of 100 at springs. 
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PERCENTAGE OF SHIPWRECKS OCCURING 
EACH DAY OF THE TIDAL CYCLE 

I 

14 

12 

10 

« 4 

S-6 S-5 S-4 S-3 S-2 S-1 Spring S+1 S+2 S+3 S+4 S+5 S+6 S+7 

Days of Tide Cycle 

Figure 4.59 Percentage of shipwrecks occurring each day of the tidal 

cycle 

The breakdown of the number of shipwrecks that occurred each day of the tidal cycle 

for the five subgroups is detailed in Table 4.23. 

Table 4.23 - Numbers (%) of Shipwrecks each day of Tidal Cycle by Subgroup 

Subgroups Sample S-6 S-5 S-4 S-3 S-2 S-1 S S+1 S+2 S+3 S+4 S+5 S+6 S+7 

Local Coastal 241 5.81 4.56 6.22 8.30 8.71 7.05 9.54 9.96 2.90 6.64 5.39 6.64 8.71 9.54 

Overseas 346 7.51 7.51 6.65 7.23 5.49 5.78 15.03 5.49 4.34 10.12 6.94 4.62 3.76 9.54 

Up Chan. 308 7.14 5.84 5.52 8.12 6.49 4.87 13.31 7.47 4.55 9.74 6.49 4.87 5.52 10.06 

Down Chan. 176 8.52 6.82 5.68 7.39 7.95 6.25 14.20 5.11 2.84 7.39 8.52 4.55 5.11 9.66 

Local 67 2.99 8.96 8.96 5.97 7.46 10.45 10.45 8.96 1.49 8.96 2.99 8.96 7.46 5.97 

All Wrecks 826 7.26 5.93 6.41 7.02 7.51 6.42 12.1 9.07 6.05 7.14 5.93 5.56 5.45 8.11 

The maps below show the locations of the vessels wrecked on each of the days of the 

tidal cycle. 
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Figure 4.60 Map of the locations of vessels wrecked six days before spring tides 
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Figure 4.6] Map of the locations of vessels wrecked five days before spring tides 
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Figure 4.62 Map of the locations of vessels wrecked four days before spring tides 
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Figure 4.63 Map of the locations of vessels wrecked three days before spring tides 
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Figure 4.64 Map of the locations of vessels wrecked two days before spring tides 
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Figure 4.65 Map of the locations of vessels wrecked one day before spring tides 
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Figure 4.66 Map of the locations of vessels wrecked at spring tides 
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Figure 4.67 Map of the locations of vessels wrecked one day after spring tides 
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Figure 4.68 Map of the locations of vessels wrecked two days after spring tides 
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Figure 4.69 Map of the locations of vessels wrecked three days after spring tides >L 
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Figure 4.70 Map of the locations of vessels wrecked four days after spring tides 
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Figure 4.71 Map of the locations of vessels wrecked Rve days after spring tides 
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Figure 4.72 Map of the locations of vessels wrecked six days after spring tides 
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Chapter 5 - Trade Routes and Volumes 

5.1 Introduction 

The English Channel has long been a highway for traders ferrying goods along the 

coast, to and from the continent, and to and from the Mediterranean. McGrail 

(I987:fig 13.7) shows likely early trade routes with Hengistbury as a focus for the 

Solent area. These routes are similar to those that were still being used by the English 

and Hanseatic traders in the fourteenth and fifteenth centuries (Power & Postan, 

1933:92). In the last 500 years the Channel has been a focus of trade to and from 

every comer of the world. The information from the shipwrecks themselves provides 

much of the detail. Maritime trade, operating the Solent and adjacent stretches of the 

English Channel, is the source of the vast msyority of the shipwrecks lying in the 

Solent and around the Isle of Wight. Chapter 2 has discussed the difficulty in 

obtaining records of shipping and shipwrecks. It is therefore not feasible to accurately 

identify the number of ships sailing in the English Channel in historic times and 

another approach must be taken. This chapter investigates English maritime trade 

over the m^or part of the time scale covered by the shipwrecks identified on the 

database with the otgective of providing a understanding of the volumes of shipping 

that would have sailed in and through the study area over time. 

5.2 Overseas Trade 

The mid-tenth century to the fourteenth century was a period of demographic and 

economic growth in northern Europe with increased trade and the need for larger 

ships (Unger, 1994:7). The political change caused by the Norman Conquest had 

tended to shift English trade in the direction of France with the focus of that trade 

moving down the English Channel (Steane, 1985:131). In the twelfth century the 

population was predominantly rural, but enough surpluses were being created to 

support the small urban population (Bolton, 1980:12 & 13). Cereals and wool were 

mtyor commodity being produced. Southampton had become a m^or port with 

imports included wine, exotic foods, building materials and lead. Raw wool and cloth 
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were the main exports, but other included ale, livestock and salted venison. By the 

late thirteenth century wool from about eight million sheep was being exported to the 

Flemish and Italian cloth industries. Tables of Southampton customs dues for c 1300 

and for 1329 list a wide range of goods. They included wine, cider, beer, fish, animal 

skins, hides and furs, wool, wood, manufactured hardwares, cloth, minerals and 

metals, agricultural produce, spices and stone (Fulfbrd, 1978:67). England was not a 

leading player in European trade, being more in the position of a source of raw 

materials for the more advance mainland centres (Minchinton, 1969:5). 

The thirteenth century saw England become over populated causing a reduction in 

pasture for livestock as the use of land for arable farming expanded. This together 

with the unusual climatic instability that brought droughts, floods, storms and severe 

winters caused a decline in agricultural productivity (Piatt, 1978:91-94). The 

reduction of the population caused by the series of plagues in the fourteenth century 

only caused to exacerbate the situation. The whole period was one of turmoil that 

must have affected trade adversely. There then followed a period of recovery and a 

renewed economic expansion led to increased trade and a greater importance for 

shipping and shipbuilding (Unger, 1994:7). Davis (1973:7) identifies the period 1475 

to 1550 as one when England's sales of woollen cloth to established markets in 

Europe grew rapidly as prosperity increased. The Port Books of Southampton provide 

a detailed picture of the maritime trade in and out of Southampton in the late Middle 

Ages. At this time Southampton was the hub of a network to and from the 

Mediterranean and many parts of the British Isles. The Port Book for 1435-36 

(Foster, 1963) in particular gives the names of the ports from which vessels entering 

Southampton came, while in addition those of 1439-40 (Cobb, 1961) and 1509-10 

(James, 1990) provide details of the cargoes carried in and out of the port. 

By the late Middle Ages England had become one of the fbci of European trade 

(Bolton, 1980:289). Even though the English Channel was one of the primary sea 

routes not all of this trade would have passed through or near the study area. 

England's trading ranged from Iceland to the Mediterranean. The main market was 

the sale of wool and cloth to Flanders and the Low Countries for bullion or in 

exchange fbr raw materials, foodstuffs, manufactured goods, haberdashery and high 

quality cloths. There was significant trade with the Atlantic coast of Europe, cloth and 
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grain were exchanged fbr wine with the Enghsh possessions in South-West France 

and with Spain and Portugal which provided iron ore, wool oil, soap, dyestuffs and 

citrus fruit. Florentine and Venetian galleys and Genoese carracks shipped wode, 

alum, dyestuffs, spices, high quality cloth and sweet wine to trade fbr English cloth, 

wool, tin and pewter (Bolton, 1980:287:289). Iceland was a source of fish, which was 

traded fbr fbodstuffs, manufactured goods and cloth. The Hanse traders brought naval 

stores, hemp, pitch, tar, furs, flax, linen, mineral ores, potash and fish in exchange fbr 

cloth. English cloth was traded in the Rhineland fbr steel, metalware, manufactured 

goods and cheap fabrics. Finally there was more local trade across the Channel with 

Brittany and Normandy and between the West Coast ports and Ireland. Most of this 

trade was carried in fbreign ships (Friel, 1995:131). English ships, mostly under 100 

tons (Waters, 1958:7;Frie], 1995:181 & 183), were predominantly engaged in the 

home coastal trade, rarely entered the Baltic, or sailed as far as Madeira, the Canaries 

or the Azores, or into the Mediterranean. 

As well as the decline in trade due to the effects of plague and climate there were 

period of expansion and contraction due mainly to politics and war (Bolton, 

1980:289-292). Between 1460 and 1520 the mgyority of English ports handled an 

increasing volume of trade (Burwash, 1947:163) and in the 15th century London and 

Southampton handled considerably more of that trade than any of the other ports 

(Burwash, 1947:147). The trade handled by ports was very compartmentalised. The 

London customs accounts fbr that period show a m^ority of the fbreign shipping 

coming from the Low Countries and the Hanse cities with some also from south-

western Europe (Burwash, 1947:148). Southampton was a m^or link with the 

Mediterranean with the Venetian galleys and Genoese carracks calling at the port 

(Burwash, 1947:149). The East Coast ports traded principally with the countries 

bordering the North Sea (Burwash, 1947:151-152). The Cinque Ports by this time 

were too shallow to take the larger ships, but they were still active with smaller 

vessels. Sandwich had an active coastal trade with London and the Mediterranean 

galleys called there until 1456 and later sometimes anchored in the Downs (Burwash, 

1947:157). The Sussex ports carried on brisk trade with the Low Countries and 

Flanders and also traded with Brittany and the French Atlantic coast (Burwash, 

1947:158). The ports of Dorset traded chiefly with Normandy, the northern ports of 

Brittany and those of the Bay of Biscay (Burwash, 1947:159). The Channel Islands 
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traded between these same areas of France and those of the Enghsh south coast. The 

larger West Country ports traded principally with Portugal, Spain, Brittany, France, 

Normandy, Iceland and Ireland, but ships &om other places such as the 

Mediterranean and the Baltic also visited both for trade and victualling (Burwash, 

1947:160). Ships from the south and west coasts of England were comparatively rare 

in the east-coast ports (Burwash, 1947:152). 

Minchinton (1969:2) identifies the end of the sixteenth century/beginning of 

seventeenth century as an important period for English trade. England in the sixteenth 

century was still a rural country with its people predominantly engaged in agriculture 

(Davis, 1962:388). Apart fi-om London there were no towns of any size and 

England's merchant fleet was very small compared with those of the m^or European 

traders (Minchinton, 1969:7). With the eviction of the Hanse merchants in 1598 and 

the creation of the English East India Company in 1601, the large portion of English 

trade that had been controlled by foreign merchants was being taken into English 

hands. Michinton (1969:3) describes it as 'a sign that England was moving 6om the 

periphery towards the centre of a new trading system'; a European trading system that 

would be looking well beyond its own frontiers. The growth of the English shipping 

industry in the seventeenth century was based principally on the need to transport 

basic goods such as coal and t imber, the Newfoundland and Greenland fisheries and 

the expansion of the Mediterranean and Afncan trades (Minchinton, 1969:7). In those 

two centuries it developed to become one of the fastest growing English industries 

with the tonnage of shipping increasing nearly seven fold, in a period when the 

population probably only doubled (Davis, 1962:389). 

At the beginning of the seventeenth century the m^or English export was still cloth 

(Minchinton, 1969:7-8;Davis, 1962:8). Davis (1973:7) describes the period 1630 to 

1689 as one where trade grew 'exceptionally rapidly'. Trade with Spain and Portugal 

was growing and the decline of the Spanish and Italian textile industries provided an 

opening which the English and the Dutch exploited (Davis, 1973:21). 'The 

Mediterranean was full of English ships' (Davis, 1962:8). The English East India 

Company was developing trade, as were the French and the Dutch, with India and the 

East Indies. Four English East Indian fleets were dispatched between 1600-1607. 

Over 200 English ships were occupied in the Newfoundland fishery. The English, 
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French, Dutch, and Swedish were establishing settlements in North America and the 

West Indies. Although the series of wars with the Dutch, the English Civil War and 

the war with Spain, 1655-60, caused some disruption English trade continued to 

expand, especially with the colonies. 

The detailed trade statistics for individual ports are not readily available for the 

seventeenth century (Minchinton, 1969:33), but the following table (5. ]) based on 

customs revenues gives an indication of the growth in trade and the changes in the 

relative importance of various ports. 

Table 5.1 - Customs Revenues at Chief English Ports (fOOO) 

Port 1614 1617 1672 1676 

London 105.1 121.9 502.3 569.5 

Hull 7.7 5.9 22.5 20.2 

Exeter 4.1 4.4 15.7 17.0 

Bristol 3.6 3.6 56.9 65.9 

Newcastle 3.8 3.0 8.9 9.4 

Plymouth 2.3 3.5 14.1 16.6 

Lyme Regis 3.0 2.9 6.5 4.4 

Southampton 2.3 3.2 9.8 6.6 

Dartmouth 2.3 3.5 2.2 1.3 

From Table 5.1 it can be seen that by this time Southampton was no longer second to 

London. Bristol gained that position due to a growing involvement in the trans-

Atlantic trade after 1660. In 1700, of the ships entering Bristol, 49.5% were from the 

American colonies and the West Indies, 20.5% from Spain and Portugal and 11 % 

from Ireland (Minchinton, 1969:33). The growth in trade led to an expansion of the 

English merchant navy (Minchinton, 1969:10). 

The rate of increase of trade was not consistent, for example it was slower during 

periods of conflict, 1640-60 and 1689-1713, than in periods of peace, 1660-89 (Davis, 

1962,20). English exports increased by about 75% between 1600-1640 and, 37-64% 

between 1640-1660 and approximately 58% from the early 1660s to the mid 1680s 

after which the growth halted for both political and commercial reasons (Minchinton, 
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1969:10-14). Between 1688-1738 it probably only grew by about a half. In addition 

the change of 'enemy' from the Dutch to the French had a significant eflect on the 

trade coming into and going out of the English Channel and there were considerable 

losses to French privateers. In the 1730s the rate of increase in overseas trade speeded 

up, slowed down again during the war years of 1739-48 and then speeded up again 

rapidly after the end of the war (Davis, 1962:23). There was also a similar increase in 

imports during the period. The following table (5.2) shows the increase in trade 

during the first three quarters of the eighteenth century (Minchinton, 1969:15 & 

16;Schumpeter, 1960:Tables II-IV): 

Table 5.2 - English Overseas Trade 1700-1775 
(annual averages f /MfWow) 

1700-9 1710-19 1720-9 1730-9 1740-9 1750-9 1760-9 1770-5 

Imports: 4.7 5.5 6.8 7.5 7.3 8.4 10.8 12.8 

Exports: 4.5 4.8 4.9 5.8 6.5 8.7 10.0 10.0 

Re-exports: 1.7 2.1 2.8 3.2 3.6 3.5 4.4 5.6 

War not only had an effect on the development of trade, but also on the ratio of 

English and foreign ships engaged in the English overseas trade. There was an 

increased reliance on foreign shipping in times of war. Available records of entries 

and clearances show this clearly, see Table 5.3 (Davis, 1962:334). 

Table 5.3 - Comparison of Tonnage (000 tons) of English and Foreign 
Ships Engaged in English Overseas Trade during Peace and War 

Period Entries Clearances 
English Foreign English Foreign 

WAR 1692-4 82 106" 82 81 

Peace 1699-1701 294 44 

WAR 1710-11 255 63 

Peace 1713-15 421 27 

Peace 1751 421 59 648 46 

WAR 1758 283 130 427 99 

Peace 1772 652 128 815 73 

WAR 1779 482 228 581 139 
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Table 5.4 - Tonnage (000 tons) of Overseas Trade Entries 
and Clearances, 1686-1779 

1686 
English 

399 

Entries 
Foreign 

67 
Total 
466 

English 
331 

Clearances 
Foreign 

30 
Total 
361 

1692-3 70 107 177 89 92 181 

1696 95 106 201 74 69 143 

1696 92 83 175 

1697 144 101 245 

1699-1701 294 44 338 

1700-2 274 44 318 

1709 244 46 290 

1710 244 67 311 

1711 266 58 324 

1712 327 29 356 

1713 412 26 438 

1714 445 34 479 

1715 406 20 426 

1716 349 439 17 456 

1717 347 414 15 429 

1718 354 15 369 428 17 445 

1723 393 393 27 420 

1726-8 421 433 24 457 

1730 422 

1737 404 

1744 269 

1751 421 59 480 648 46 694 

1758 283 130 413 427 90 526 

1765 568 125 693 690 68 758 

1772 652 128 780 815 73 888 

1779 482 228 710 581 139 720 

At the end of the seventeenth century statistics on the number of ships entering and 

leaving harbours engaged in overseas trade began to be recorded, although not 

consistently. Table 5.4 above details the figures from the end of the seventeenth 
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century to three-quarters of the way through the eighteenth (Davis, 1962:26). 

Davis (] 962:28) suggests the apparent decline after 1686 is the true indicator of the 

overseas trade. High duties imposed on French goods severely aHected the legal trade 

with France, which was replaced by smuggling and the importation of wine and salt 

from Portugal. Even so the trade with Turkey and the Newfoundland fishery also 

declined and therefore there was an overall decline in shipping movements. Other 

disturbances to trade were the Jacobite Rebellion in 1715, a dispute with the Baltic 

powers during 1717-19, war with Spain in 1718, the effects of the South Sea Bubble 

of 1720, war with Spain 1739-48 which France entered in 1744 and war with France 

again 1756-63. During the period 1739-1815 there were hostilities on 43 of the 

intervening years. Even so, firom 1748 until 1775, the commencement of the War of 

American Independence, there was almost continuous rapid expansion of English 

trade, apart from during the first two years of the Seven Years War. The most rapid 

were the American, West Indies and East Indies trades. During the years of war the 

expansion of trade stopped and then in the years of peace trade grew rapidly again. 

Stagnation followed the end of the Napoleonic wars, but when England became the 

workshop of the world it returned to rapid growth (Davis, 1962:43). 

Table 5.5 - Tonnage (000 tons) of Overseas Trade Entries and Clearances 

Geographical 
Area 

1686 
Entries Clear's 

1715-17 
Clear's 

1771-3 
Entries Clear's 

North Europe 141.6 55.2 47.9 280.2 89.3 

Nearby Europe 180.6 187.6 234.5 218.5 486.7 

Spain & Portugal 33.1 24.2 44.1 53.9 29.9 

Mediterranean 25.7 18.8 30.3 13.6 29.1 

East Indies 5.8 8.4 4.3 14.1 13.9 

West Indies 44.4 34.0 35.7 95.8 104.5 

North America 35.6 33.1 40.5 969 99.0 

Note: 

The countries included in the geographical area groupings are: 

'North Europe': Norway, North Russia, Denmark, Baltic. 

'Nearby Europe': Holland, France, Germany, Flanders, Ireland, Isle of 

Man, Channel Islands. 

'Spain & Portugal': Spain, Portugal, Canaries, Madeira, Azores. 
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