
  



Having had a lifelong involvement with ships and maritime affairs and spending most of my working life 

in Asia, I find that I am more Asian than European in my approach to life. Now a semi-retiree, living in 

Australia, I often cast my mind back to when it all began. The nostalgia comes rushing back and 

memories remain as vivid as if they only occurred yesterday. 

Born in Liverpool towards the end of WW2, growing up and life thereafter has been one continuous 

adventure for me. At a very young age, I along with my family left England and relocated to Hong Kong – 

my father being a Telecommunications Engineer and my mother an English teacher. 

My recollection of all my adventures stem from one cold, rainy January morning when a taxi rolled up at 

our home,  to take us to the city bus depot and the comfort of a quite luxurious motor coach which 

would take us on the long ride to Southampton. There we were to join the P and O liner “Canton” that 

would be our home during our passage to Hong Kong. At the time I didn’t realize the significance this 

departure from English shores would play in my future life. 

My father, being a senior executive, was privileged to first class travel so we all boarded the “Canton” 

and settled into our accommodations. The décor was very tasteful and on a par with at least any five-

star hotel. My folks had a suite, my younger brother and I occupied an adjoining double cabin, also very 

luxurious, well appointed, and complete with two tier bunk beds. Being the elder I insisted on the upper 

bunk, naturally. 

The interior of the First-Class decks was very plush, in keeping with passenger ships of their day. Teak 

veneered bulkheads, highly buffed linoleum tiles on the decks, numerous brass fittings all polished to 

perfection and everywhere lingered that sweet odor reminiscent of a mix of disinfectant and furniture 

polish. A far cry away from the “Disney Land” style of many of today’s cruise ships. 

The public rooms and dining areas were equally impressive. Spotless white linen tablecloths spread 

upon round tables, silver service and stewards immaculately turned out to cater for one’s every wish. 

Food was endless with enormous choices which included a never-ending buffet in addition to a la carte 

menus. Everything down to the last detail was very well presented. 

Outside, the wooden decks were holystoned white, paintwork in the passenger areas was kept like new 

and the wooden and brass handrails varnished and gleaming. The entire ship was an absolute picture 

and although not new by any means, was obviously well maintained. 

For the first few days at sea life was miserable, until we cleared the Bay of Biscay. Continuous 

seasickness affected most passengers and was very unpleasant but lifted as soon as we approached the 

coast of Portugal at which point the sea lost most of its vengeance resulting in the ship’s motion 

becoming more stable. The sky turned from a slate grey overcast, to blue and the sun shone brilliantly. 

Life on board quickly took a turn for the better.  

 Arrival in Hong Kong had been during the night. I awoke early, then went out on deck, full of 

excitement. The ship was secured alongside Kowloon Wharves, just next to the Star Ferry terminal at 

Tsim Tsa Tsui on the Kowloon peninsula. It is an understatement to say that I was awed by the 

panoramic surrounds. Most of all the busy port, consisting of every conceivable size and type of vessel, 

dominated by Victoria Peak on the other side of the harbor, shrouded in mist with its majestic presence 

complete with impressive array of buildings which encroached up the mountain’s lower slopes. The 

Hong Kong in the early 1950s bears little resemblance to the modern-day Hong Kong. At that time, I 



believe the tallest building was the original “Bank of China” closely followed by the “Hong Kong and 

Shanghai Bank” located in what is commonly referred to today as the “Central District” of Hong Kong 

Island, quite close to the Supreme Court and Hong Kong Club building. Notwithstanding, the panoramic 

views was still an outstanding spectacle for that point in the colony’s development. 

There are so many memories of my early years spent in Hong Kong, far too numerous to record in this 

short narrative. Nonetheless, most were pleasant by virtue of their nature, remembering that this was 

the era of the Cheungsam, Cashmere beaded Cardigans, afternoon Tea Dances, Transistor Radios, 

fledgling TV, Street Letter Writers, Rickshaws, Pigtails, a few elderly Chinese ladies with bound feet, and 

European males being widely referred to as “Gweilos” (original meaning – Foreign White Devils). Not to 

mention Dai Pai Dongs (street cafes) on every street corner. The 1950’s ushered in the start of the 

defining period of Hong Kong’s development and identity which spanned through to the late 1970’s. 

This era shaped Hong Kong into the international icon it is today, which was consolidated during the 

“Golden 80s”. 

There is little doubt that arriving in Hong Kong was a defining moment in my lifetime, it was a cultural 

shock to me, but it all had an electrifying kind of addiction, and I always had a real sense of belonging in 

Hong Kong during all my many years living and working there. I think Hong Kong was then, and still is, a 

unique environment in which to live, work, and play. One is spellbound, excited by something new every 

day. There exists a great sense of adventure about the place. Hong Kong has a certain something that 

other major cities within the Orient lack, and try to rival, but are unsuccessful in their attempts to equal 

Hong Kong’s unique qualities.  

So was my introduction to Asia, and my entanglement had begun. 

My long-lasting abode in Hong Kong was to be on the Peak, in actuality Mount Kellet, very close to the 

British Military Hospital. This remained our residence for the majority of my remaining years in Hong 

Kong until the late 1970s when I purchased an apartment at Taikoo Sing and later at Academic Terrace 

in Pok Fu Lam Road. The views from “Kellet Grove” were superlative, overlooking the Pok Fu Lam 

reservoir, across towards Repulse Bay and East Lamma Channel (southern approaches to Hong Kong to 

and from the South China Sea, passing Ap Lei Chau and Aberdeen).  

Around this era of unrest in China, during the years leading up to Mao’s so 

called Cultural Revolution, it was not uncommon to see ships arriving at Hong 

Kong from Chinese Ports with graffiti painted on the side of the ship by 

Communist agitators. It was politically unwise to try and remove the slogans 

whilst the ships remained in China. Far better to wait until arrival at the next 

port of call then employ ship’s crew or a side party to over paint it.  

The so called, Cultural Revolution did not commence until about 1966 but 

China in the mid and late 1950s was very restricted and unstable, it had its 

political hardliners in abundance and seafarers were basically the main source 

of foreign visitors. It did not take much provocation, to trigger conflict with the groups of communist 

revolutionaries. These groups varied in size from 10 or 20 agitators up to thousands. They were very 

intimidating and made one feel very unsafe since it appeared there was no rule of Law and Order 

amongst their ranks. Mau’s Little Red Book was a “gift” given to all those visiting the Peoples Republic of 

China during the years leading up to the Cultural Revolution. It was not unknown to have some shabby 



looking official Chinese Commissar, rant, and rave in hotel lobbies or with ships crews mustered, having 

to forcibly endure an endless diatribe, and quotations from the booklet. These sessions frequently lasted 

more than an hour and were designed to inconvenience and annoy foreigners rather than indoctrinate 

because few really understood, or were remotely interested, in what was being said. The waving of 

banners bearing anti-imperial slogans in large Chinese characters did not help their cause either, no one 

understood their relevance.  

It was not unexpected therefore, that my future career preference started to progressively focus more 

on a career in the Merchant Navy. Eventually, after some 4 or 5 months of continued persistence my 

father finally agreed to send me to nautical college in the UK (if I could pass the entrance examination 

that is…and was accepted). My course had now been charted,  

Eventually that magical day came for me to depart Hong Kong and to fly to the UK to commence my 

nautical training. I boarded the shining BOAC Comet 4 airliner. We took off on the newly constructed 

seaward protruding runway and I was in London only 24 hours later. Little did I realize for the next few 

years it was the end of my comfortable and privileged lifestyle? Future life at nautical college became 

something of a shock to my system and sometimes difficult to endure.  

So, I had cast my future path in life. I joined the Merchant Navy and progressively rose through the ranks 

until finally becoming Master. Hence, started my lifelong affair with the “Old Tigers” of the China seas.  

For a period longer than I care to remember I was at pre-sea school, being taught and prepared for the 

role of a Deck Officer in the Merchant Navy. Suffice it to say I found the naval type of discipline tough to 

accept after my colonial style upbringing, but managed to prevail, although it does not remain amongst 

my fonder memories, I am bound to admit. 

Having completed pre-sea training all I now had to do was find a job with a shipping company that offered 

real prospects for a young enthusiast such as me! My preference, and goal, was to sail on ships trading 

around the Far East. 

That memorable day of joining my first ship at Immingham had arrived, I was met at the top of the 

gangway by a youngish fellow, perhaps a year or two older than I, dressed in overalls. I soon learned he 

was the “senior apprentice” He helped me with my bags. I was ushered to what was to become my 

communal cabin, where I placed my kit and was introduced to another fellow apprentice. There were 

three of us in the cabin. The cabin was situated on the officer’s deck, starboard side, with two portholes, 

quite large, three bunks, one stand alone and a two-tier arrangement. The showers and toilets were 

adjacent to the cabin. The accommodation was sparse but clean and livable. Being the most junior of the 

apprentices, I was allocated the top bunk. 

I was then taken to meet the captain, followed by the chief mate, nick named “Harry Tate” ( I was so green 

I thought it was his actual name). Following as directed, without question I arrived outside the captain’s 

cabin. A knock on the door was followed by a sharp “Yes”. I was hurriedly introduced to the Master and 

left alone in his presence.   

My eyes wandered and I was impressed with the highly polished woodwork and brass fittings about his 

accommodations. The Old Man was in his mid-forties, graying hair and wearing horn rimmed reading 

specs parked at the end of his nose, he was clean shaven and of slight to medium build and wore 

unassuming checked shirt and grey slacks (I had expected uniform but later learned that this was only 



donned on special occasions} – general rig of the day being khakis at all other times whilst at sea. I thought 

I detected a faint Australian accent in the captain’s voice.  

I signed various papers, passed over my passport, seaman’s book, and discharge book for safe keeping. 

My Indentures had already been forwarded to him by the company in London. Being an Indentured 

Apprentice I was not required to sign ship’s articles. Sea time, total earnings and length of service all 

recorded on the back of my parchment testimonial. 

This was followed by a quick, beginners guide, to the rules and regulations applying on board, what was 

expected of me and how I should conduct myself. I was warned off drinking alcohol. I was then instructed 

to go down and report to the Mate who would give me future direction and who was most likely to be 

found in his cabin. 

“Harry Tate”, the Mate, was much younger than I had expected, perhaps 27 or 28 years of age. Tall and 

lean with a crooked smile and piercing blue eyes. He was a man of few words as I discovered. Obviously, 

an Englishman I thought, in fact I later learned he was from the Isle of Man. I was instructed to go to see 

the senior apprentice, to get into my working gear. All this I did without hesitation….so far so good.  

By this time, it was approaching lunch time, so I changed back into presentable rig, washed, and was taken 

into the Officer’s Saloon where I was allocated the end seat at the captain’s table by virtue of my being 

the most junior of juniors. Seating was strictly according to rank.  

The dining saloon was mostly all highly polished timber bulkheads, comfortable, if somewhat limited in 

size, but well-presented and snug. 

The Engineer’s table was at the other side of the room with Chief Engineer at its head. There was a general 

cursory introduction before we set about our meal. The stewards were all in black trousers and white 

mess jackets, with company house flag embroidered on their left breast pocket, the table linen was crisp 

and clean, and the cutlery was of reasonably good quality bearing company emblem. Plates, cups, and 

saucers also had the company motif clearly displayed. The Chinese stewards offered the menu in 

sequence according to rank. That first meal was well served although somewhat plain, but nevertheless, 

both wholesome and plentiful. At least I wouldn’t starve, I thought to myself. 

This ship was an 18-year-old iron lady and was equipped with diesel main engines and steam auxiliaries, 

(i.e., pumps, steam winches etc). We gained headway until arriving at the Pilot Station whence the Pilot 

disembarked. We transited seaward down river towards the Humber light ship. I began to feel the gentle 

motion of the vessel which caused me to reflect on my days on the old “Canton” and the sea sickness - I 

dismissed the thought! Once into open waters, the Master gave orders and we set course for the next leg 

of the North Sea crossing towards the Port of Bremen. I was told to go below, to start work! 

 

Below, a nice study of the first ship I served on as a Deck Apprentice – “Weybank”. I believe the image 

was captured during early 1960s when in European coastal waters on her way to load for the Far East. 

Going by the fact that she appears unladen with all cargo gear topped and ready she was likely heading 

to one of the northern European ports to load for distant and magical places. The vessel looks as if recently 

drydocked going by the freshly painted boot topping, so the image may even have been taken whilst 

crossing the North Sea, on the way to Bremen, during my first voyage at sea. 



She was a fine old lady, and I must admit I enjoyed every minute of the time I spent sailing on her. I owe 

a lot to the training received, and the time and patience of officers and crew that contributed to that 

training. 

 

“Weybank” looked every bit as 

good on the day I joined her, in 

this image. Although approaching 

her twilight years, I must say the 

company spared no expense and 

maintained the ship very well 

right up until the day of her sale 

 

 

(Fotoflite) 

 

Having arrived at Bremen - soon 5 gangs of tough looking stevedores came on board, and started 

connecting the clam grabs, to the union purchase gear. In a flash, grab laden with coal was being 

transferred from the barges into the cargo holds. It was an education for me to watch how skillfully the 

stevedores jockeyed the winches and gear, tweaking the steam valve and riding the brake. Aided by the 

hissing and clanking steam winches the grabs went in and out like clockwork, and fast, very fast. Even 

after all my years spent at sea, I still believe that steam winches with union purchase gear, in the hands 

of skilled operators, is perhaps the quickest and most efficient shipboard method of conducting cargo 

operations.  

During my time on the “Weybank” we even had a stowaway on board. By this time, I had been on the 

ship almost one year during which time we traded between East Africa, India, and Oceania. On our final 

departure from Calcutta a strange turn of events occurred. We were bound for Christmas Island to load 

bulk phosphate for Australia.  

It appeared that one of our other company ships had discovered a stowaway on board soon after having 

sailed from Australia, on a passage to Calcutta. The Indian government refused to allow him entry into 

India and insisted he be deported and placed aboard the next one of our ships heading back to Australia. 

In this case the task of transporting him fell upon us, being the next cab off the rank, heading in that 

direction. 

The stowaway arrived on board under escort and was locked inside the hospital until after we sailed and 

were clear of Indian territorial waters. He was of eastern European decent, from Hungary. Over the 

ensuing weeks we slowly gleaned his background and circumstances. He told us his name was Dody and 

that he was 26 years old. He was tall, slim, and blonde and wore specs; he suffered a slight impediment 

in his speech, nonetheless, he spoke English rather well.  Dody was to be accommodated in the ship’s 

hospital for the duration of the voyage. At night the door was to be locked and the keys kept on the 

Bridge, care of the duty officer, in case needed in an emergency. There was to be no freedom for Dody 



to wander about the accommodation or the decks and entry into the navigating Bridge, Engine Room or 

machinery spaces was always strictly forbidden. He would collect his own meals from the galley pantry, 

and he would eat the same as everyone else. Officers and crew were discouraged from becoming over 

familiar with him and he would present himself on deck every morning at 7am, and work alongside the 

apprentices. His daily reports to the Bridge, work activities and confirmation of his personal wellbeing, 

were to be recorded in the deck log. Generally, he was well cared for in every way. We later learned he 

was a metal worker, by trade. In fairness to Dody, he never once complained or indeed shirked from any 

of his duties. Whatever job was allocated, he would try to complete as best he could, and he slowly 

became quite an asset to all on board. 

We steamed south down the Bay of Bengal, past the Andaman and Nicobar Islands and the northern 

most tip of the Indonesian archipelago before following the southern coast of Sumatra and Java into the 

Indian Ocean and our ultimate destination. All the time we never lost sight of the very mountainous 

terrain of Indonesia to port and occasionally passed active volcanoes with telltale wisps of smoke and 

ash rising from their conical summits. These were highly visible on the horizon from a great distance, 

due to the clear atmosphere. 

Christmas Island situated further to the South in the Indian Ocean, has as its port “Flying Fish Cove”. The 

island was under Australian administration, which became evident by the fact that almost everything 

was run by Aussies. It was very tropical, far more mountainous than Nauru. Small houses or beach 

shacks were situated right down to the beautiful golden beach which skirted the cove, each veiled by 

swaying palms with the backdrop of the dense jungle and tropical undergrowth and dominating 

mountains. Colorful canoes with outriggers were hauled up onto the beaches, which only added to its 

tropical charm and ambience. It was everyone’s notion of paradise, and the fishing was superb. 

Christmas Island is also renowned for its masses of red land crabs. The onset of the wet season around 

October and November stimulates their mass migration towards the sea to lay eggs. 

The method used for loading was somewhat similar as in Nauru and Ocean Islands. We entered the 

small bay, or cove, and moored to several buoys, once the vessel was secured to buoys it was then 

slowly warped alongside the loading jetty. With our ship firmly secured in place the cantilevers were 

plumbed and the powdery phosphate began pouring in, amid clouds of dust. All doors, portholes, vents, 

and other openings had been well sealed beforehand, in order, to prevent penetration of the dusty 

cargo. As usual it did not take more than a day to load to capacity and our seasonal load line. We sailed 

amidst a lingering sunset with avid red sky’s, in a flat calm sea, and balmy tropical evening. The sweet 

scent of the land drifting on the light air’s miles out to sea and flying fish skipping the surface as our 

wash aroused them. 

By the time the sun had dipped below the western horizon we were well on our way. That night, as our 

hull glided through the water, the phosphorescence caused by plankton in the water, shimmered in our 

wash and wake, causing the flying fish to skim the water every which way, even more so. The heavens 

were brilliant with dancing stars, which gave one a feeling of absolute peace and tranquility. It was this 

that I so adored about Asia and Oceania. We were bound for Newcastle (NSW).  

Four days out from Christmas Island, whilst in the Indian Ocean, I was strolling along the fore deck early 

in the morning about 7am, ready to start deck work. Suddenly there was a horrific explosion behind me 

which came from the direction of the engine room and shook the entire ship, smoke belched from a few 

vents and the engine room skylight on the boat deck. I was shaken and somewhat frightened at this 



event as I hurried aft towards my emergency station. The ships alarm bells were ringing and there was a 

hive of activity as the fire parties rushed down into the engine room. My emergency station was on the 

bridge, recording events, so that is where I proceeded.  

News soon came to the bridge from the Chief Engineer. There had been a crank case explosion, the main 

engines were naturally stopped, there were no injuries and several small fires in the engine room had 

been extinguished. He was assessing the damage and would revert shortly. We continued to drift for 

about an hour before the Chief came to the bridge, his overalls covered in oil and grime, and he was 

sweating profusely. He went into the chart room with the Master to explain the situation. 

We heard later that one of the thrust pads had melted and caused a crank case explosion, it was a major 

job to effect repairs. The entire engineering staff was grouped into two watches, one under the Chief 

and one under the 2nd Engineer. They worked around the clock. Our deck crew was assigned to clean up 

the mess in the engine room and assist with whatever other tasks and odd jobs that were necessary.  

Fortunately, the weather was good, and we drifted comfortably for the next 4 days in calm seas. Late on 

the fourth day the Chief Engineer advised our Captain he was ready to start the main engines again but 

for the first few hours we would have to proceed slowly until he was satisfied all was well. The bridge 

telegraphs rang, and the engines responded allowing us to gain headway and set course. Once again, we 

felt the trembling underfoot, and the “thump” “thump” of the engines, it was very reassuring. Around 

midnight the engine speed was increased progressively until we reached our usual 10 knots. 

During this crisis, our captain had been in contact with the owners, and it had been decided that the 

vessel would divert to Albany (West Australia), where we could get some engineering support and take 

bunkers and fresh water, before continuing our voyage to Newcastle, New South Wales. From personal 

experience I can state emphatically that there is a no more frightening experience at sea, than a fire on 

board. 

When our stowaway heard the news that we were going to Albany, he at once became very subdued. 

We wondered why! It was not until the next day, when sitting on the boat deck drinking our tea at 

morning smoko, that we learned the reasons. Albany was the port from which he had stowed away on 

the other ship, mistakenly believing the ship was heading for Europe. He had landed in Australia illegally 

a couple of years earlier and had an assortment of odd jobs during that time. He had got the daughter of 

one of the town officials into trouble and decided to “fly the coop”. Apparently, he had deserted from 

the Hungarian Army a year or two after the Russian invasion in 1956. He had been 20 years of age at 

that time.  

Going back to Albany meant he would have to face the music, every which way. About a week later, one 

chilly Sunday morning, we entered King George Sound in which the Port of Albany is situated. This is a 

natural harbor. Conditions were pristine. We anchored for a short while before proceeding into the port 

and berthing at one of the main jetties. Soon after we arrived alongside, two local police officers came 

on board and took Dody into custody. He was marched down the gangway under escort. We wished him 

well, but we never saw or heard of Dody again. I often wonder as to his fate. Was he allowed to remain 

in Australia under political asylum and given a second chance in life, or deported back to Hungary? Later, 

we did hear from Police sources, had Dody arrived back in Australia, anywhere other than Albany, he 

would likely have gotten off the hook much easier.  



The 16 months and 10 days I spent sailing on the ship were wonderful and full of adventure for me. 

During my time on board I visited, Bremen, Transited the Panama Canal, Nauru Island (x2), Ocean Island, 

Christmas Island (Indian Ocean), Madras (x3), Calcutta (x3), Dar-es-salaam (x2), Mombasa (x2), Colombo 

(x2), New Caledonia, Cairns, Port Kembla, Newcastle – NSW (x2), Melbourne, Hobart (Risdon), Lyttleton, 

Bluff (x2), Nagoya, Singapore (x2), Albany  - WA, and finally Hong Kong, where the ship was sold, and I 

signed off. Life had been one continuous adventure for me, and I was still not yet 18 years of age and 

was already well on the way to becoming a true global mariner. 

Having left the “Weybank”, now sold to the Pacific Overseas Nav Corp SA  and renamed Silver Moon, 

she became another “Hong Kong Dustbin” with all black funnel, in which capacity she continued plying 

Asian waters until 1968, when scrapped at Kaohsiung.  

I spent a delightful 2-month home leave, in Hong Kong, and 1st January 1963 came around far too 

quickly. I had quietly packed my bags and departed to Blake’s Pier to catch a “walla walla” out to my 

new iron lady which was now lying secured to one of the typhoon buoys, already working cargo. I was 

not to be disappointed. The “Levernbank” – was my new ocean greyhound. The photographs depict the 

ship at Durban (on the left) and arriving at Port Swettenham (now Port Klang on the right), whilst 

engaged in the Orient - Africa Liner Service - captured circa 1963 or 1964. Unfortunately, she was lost in 

1973 at Matarani in Peru, due to grounding whilst navigating in fog, where she later sank. What an 

ending for such a handsome and good working vessel. 

                                            

     At Durban bound for the Far East   (Bank Line)                              Arriving at Port Swettenham  (Bank Line) 

That evening we sailed from Hong Kong, departing via the west, through the Sulphur and Lama 

Channels, and as we did so I could clearly see my apartment block, conspicuous atop Mount Kellet 

silhouetted against a darkening skyline. As the ship built up to her 16 knots sea speed, it dawned on me 

how much of a greyhound and thoroughbred she really was; one could feel the reassuring throb of the 

engines underfoot and the continuous whine of the turbochargers. She lived up to my expectations in 

every respect. For me the ship was engaged on a regular dream run, for me anyway, considering my 

affection for Asia. Our home base in Asia was Hong Kong, from where we would head north with Port 

Calls at Keelung, Moji or Nagasaki, Kobe, Osaka, Nagoya, and Yokohama – occasionally we may call at 

Fushiki, if we carried timber or log cargo from East Africa or Thailand, and Sasebo if we were to Dry-

Dock.   

Typically, we would spend about one month coasting around Japan. Yokohama  was our northern Hub, 

from where we would commence the southward sector of the round voyage, calling at Philippine or 

Borneo ports (upon inducement), Keelung, Hong Kong, occasionally Saigon and Sihanoukville, Bangkok, 



Singapore, Port Swettenham, Mauritius, Reunion (upon inducement), Dar-es Salaam, Beira, Lorenco 

Marques, Durban, East London, Port Elizabeth, and Capetown.  

Capetown was our southernmost port, from whence we would return northbound, covering the same 

route with the additions of Mombasa, and occasionally Zanzibar and Mtwara. On average the round trip, 

Yokohama back to Yokohama was a tad over 3 months. It was a wonderful trade and fulfilled by 

ambitions in every way, it also included regular visits to my home port of Hong Kong, which was an 

added bonus for me. 

We always seemed to spend a good deal of our port time in Bangkok. My first call at Bangkok had been 

for a couple of hours, at Don Muang Airport, during transit some years earlier. Passage to Bangkok from 

Hong Kong is about 4-5 days and it is always rough when passing the southernmost tip of Vietnam. Once 

into the Gulf of Thailand it eases up a little except during certain monsoonal months. 

Arriving at the Bangkok Bar at the mouth of the Chao Phraya River, ships usually had to anchor and 

await a rising tide or indeed high water to cross the river bar, depending on the ship’s draft. This we had 

to do. Some ships which are very deeply laden are required to lighten into barges at Koh Si Chang Island 

anchorage to reduce sufficient draft to navigate up the river. 

About two hours before high water the Thai Pilot came on board, and we weighed anchor and started to 

move upstream. The river is extremely fast flowing, and conflicting ships pass each other at what 

appears great speed. The delta is wide, but the river quickly narrows and winds towards the upper 

reaches. We would proceed up stream to Pak Nam Immigration Anchorage where we underwent port 

formalities. I was amused by the long tail motorboats (so named because of the design of outboard 

motor and long propeller shaft) that darted all over the river carrying passengers, day, and night. The 

method of propulsion is required in very shallow “Klongs” (canals) up which many of these craft 

navigate. Once clear of Pak Nam, we proceeded further upstream to our designated berth at Klong Toei, 

the main port area. The vessel was usually swung in the river, using our anchor, to face downstream, 

and then we berthed port side alongside at a wharf with many other ships ahead and astern of us. 

On most occasions we remained in Bangkok 5 or more days loading bagged rice and some veneers and 

packs of high - grade sandalwood and teak. The method used at that time to load rice was very labor 

intensive. Coolies carried bags of rice on their heads in a never-ending stream from warehouse to ships 

side; it was then lifted aboard in rope slings. In the cargo holds it was customary to lay wooden ducts 

fore and aft as well as athwart ships every few tiers of bags, to aid the through ventilation and stop the 

rice sweating and spoiling. Rush matting was used to keep the bags clear of ship’s steel work and spar 

ceiling. Consequently, loading was somewhat slow. Nevertheless, the way the rice was stowed, was a 

work of art, every bag perfectly positioned to result in a tight stow. Over the years I can never recall 

discharging rice that had spoiled, when it had been loaded, in this fastidious fashion. 

Outside the Bangkok Port dock gate at Klong Toei, was the infamous “Mosquito Bar” and “Venus Room”, 

both shabby dives that were basically meat markets, but a firm favorite for visiting sailors. I visited the 

Mosquito Bar and Venus Room a couple of times over ensuing trips, more out of curiosity rather than 

for any other reason. They both attracted too many hard drinkers and troublesome “Falangs” (at that 

time mostly down at heel Expats gone native) for my liking, there were frequent scuffles, in fact almost 

nightly, mostly women related. Some years later the Mosquito Bar was demolished. I am uncertain as to 

its final fate, but it was never rebuilt because the last time I visited the area there was just vacant land. 



After our customary 5 days or so, we would then race down the Chao Phraya River towards the open 

sea, brushing aside large rafts of floating lotus reeds, hyacinth lilies and various other vegetation that 

accumulated, as we approached the river delta and on towards the Gulf of Thailand 

Bangkok to Singapore was only a little over 2 days for most ships. Being on a liner service we usually 

berthed upon arrival at Keppel Harbor. The wharfs and their adjoining warehouses lay along the Island 

side of the narrow channel that separated Singapore from Sentosa Island and was the demarcation and 

conduit between the East and West Port anchorages. There was a relatively large Dry-Dock and 

numerous general cargo wharves and warehouses. To the west of the channel Western Anchorage, 

Pulau Bukam (the large Shell oil terminal) and Sultan Shoal, to the east lay Eastern Small Ship Anchorage 

with its breakwater and the adjacent deeper water Eastern Working Anchorages. Singapore during the 

1960s still maintained a sizable British garrison and therefore Orchard Road boasted numerous bars and 

girly dives. There were shops of course, but nothing like the high-end shops and mega malls, of today. 

 

 

Left, Singapore’s main dockside as it was in 

the 1960s before the development of 

container facilities even been thought of. 

This is the approximate location of today’s 

Brani Container Terminal. 

 

 

 

(Unknown copyright) 

 

Our next regular port of call was Port Swettenham up the Malacca Straits, located in Malaysia. Leaving 

Raffles light to starboard we would skirt the Nipa Buoy and head north, passing a few miles distant from 

Pisang Island (Banana Island). We continued our way northwards and at night the lights of Malacca City 

remained visible for some time, as we passed them and left them in our wake, on our passage towards 

Port Swettenham. Generally, we would gauge our arrival at the Port Swettenham fairway boy for 

daylight. The Fairway Buoy marks the southern entrance to the long channel flanked by mangrove 

swamps which leads to Port Swettenham. This also  being the point at which the Pilot boards.  

Passage in the Malacca Straits can be harrowing for the bridge team, as in most cases it is the location of 

thousands of small fishing craft, each having their own interpretation of the Col Regs, and at night it is 

even worse as the horizon is a mass of lights, thus dodging the boats can be hairy. The boats are 

particularly active during the squid fishing season. 

At that time Port Swettenham only offered a few shallow water berths best suited to smaller ships and 

coastal traders, so we had to secure to mooring buoys mid-stream, about a mile from the port itself. 

Port Swettenham was within the Malaysian state of Selangor and was the principal Port for western 

Malaysia, it being close to the capital, Kuala Lumpur. It boasted a very good rail terminus and served as 



the arterial link to many other Malaysian cities. It was strategically positioned mid-way up the Malaysian 

Peninsula on the Malacca Straits, and apart from Penang, the principal port in Malaysia at the time.  

Southbound we mostly loaded bales of rubber for East and South Africa, whilst northbound, it was a 

relatively heavy discharge port for us where we landed a wide variety of general cargo, amongst which 

were always significant amounts of high revenue cloves, spices, and chests of tea. 

Port Swettenham was our last port of call in Asia, transiting the Malacca Straits to the north, before 

passing the remote island of Pulau Wei, just off the northernmost tip of Sumatra, and crossing the 

Indian Ocean towards the islands of Mauritius, Reunion and then on towards East and South Africa. I 

spent over two wonderful years in this trade, during which time my desire to work, exclusively within 

Asian waters, was strengthened. I had become addicted to the serenity, beauty, diverse culture, the 

heady mix that life ashore offered in exotic locations, enticing bars and restaurants, lilting traditional 

oriental music, coupled to warm humid days and balmy nights, drifting slowly by. 

The final transitional years towards containerization, between the mid-1970s to early 1980s completely 

changed the lives of many sailors forever. The majority of the world’s fleet was owned and operated by 

Western and European shipping companies based in the worlds shipping mega-centers, in particular 

London, Liverpool, Glasgow, Bristol, Amsterdam, Oslo, Copenhagen, Piraeus, and New York to name but 

a few. A large portion of sailors originated from these locations and found fewer and fewer jobs at the 

terms and conditions previously experienced, as the “West’s” fleets decreased in number or ceased to 

exist, in some cases. This caused employment hardship and triggered many into giving up the profession 

and seeking alternative employment, which in turn created a critical shortage of qualified seagoing 

personnel in later years as the source and continuation of trainees through the system dried up. Hence, 

many ship-owners took the opportunity to adopt a more cost-effective route, replacing traditional crews 

on their vessels with cheaper mariners from Asian countries, (also later East European States) which 

created new opportunities for Asians, at the expense of western crews. The change of the pendulum 

swinging towards Asia, caused many European seafarers to follow, seeking new horizons, and it could be 

said, a new way of life. 

Between 1965-1975 saw the pinnacle of change in Hong Kong, and its establishment as the financial 

center of Asia. It did not seem matter on what new venture Hong Kong embarked, the outcome turned 

into pure gold for the colony. This included shipping in all its forms. Meanwhile, time had passed quickly 

for me and the 1970s had arrived. During the past 8 years, since completing my apprenticeship and 

obtaining my Certificates of Competency,  I had continued to reside in Hong Kong and roam the oceans 

on a variety of ships. I continued my strategy of sailing,  exclusively within the Asian region, during these 

years, for reputable owners, finding the demand by Asian owners for qualified and well-trained deck 

officers and engineers during these times to be very high. Jobs were plentiful and to a degree one could 

pick and choose on which trades and ships one sailed so one became very selective as for whom one 

worked. This was an important issue because with the expansion in shipping during this era, Asia had 

amassed its share of clapped out or decrepit tonnage. Along with the amplification of Asian shipping 

there also emerged some very “shonky” operators who usually placed their vessels under the Panama, 

Liberia, Somali or similar non-descript Flags of Convenience (FOC), in doing so it was much cheaper for 

them to operate their tonnage. 

Thus, sailing only on ships flying ensigns of Imperial validity, such as UK, Hong Kong, Singapore, 

Bermuda, Australia, or New Zealand,  was not possible in the changing post WW2 world of shipping.  



 

Therefore, I must be the first to raise my hand when it comes to admitting to having sailed under various 

Foreign Flags, or Flags of Convenience. Although, in the majority of cases, I had no real alternative, but I 

always felt uncomfortable in doing so. During my almost 40 years at sea, I sailed under many flags, such 

as: Panama, Vanuatu, Liberia, Caymen Is, Bermuda, St. Vincent, Marshall Islands, as well as ships under 

the British Red Ensign, Australia, New Guinea, Singapore, Malaysia, and Hong Kong. Unfortunately, as 

the 1970s progressed, so the number of British Registered ships dwindled alarmingly, and the reality of 

the situation was accepting FOC’s, especially if one wished to stay working within Asia. 

It would be true to say that many of the new ship owners were only interested in the cheapest of the 

cheap operating costs for their ships and mainly in turning a quick buck, thus avoiding as much as 

possible operating their ships to decent international standards. However, this did not prevent them 

from trying to entice good deck officers and marine engineers, with the promise of highly inflated 

salaries – unfortunately, there were the gullible, resulting in many instances of crews being owed wages 

or not getting paid at all. For owners who fell into this category it was not uncommon seeing their ships 

under admiralty arrest rotting in some Asian backwater, whilst the crews desperately attempted to 

recover what they were rightfully due, be repatriated, or in extreme cases, even get sufficient victuals 

for the crew on which to survive.  

It was not unheard of that some of the less trustworthy FOC operators emptied bank accounts and 

closed shop overnight, leaving their ships and crews stranded, the owners having absconded with the 

funds, never to be heard of again. Such was the sad lot of some seafarers about this period. 

                                

                                                    (Tommy Truong)                                                                                                          (Unknown copyright)                 

Above left, a very sad sight – the aged ex - Norwegian steamship “Anita” Built 1928, 1265 GRT, as she 

lay abandoned in Saigon River, in 1971. Built by Akers Mekaniske Verksted in Oslo, Norway, for Fred 

Olsen, Oslo, and named ”Bonn”. 1961 sold and renamed “Anita”, Panamanian Oriental SS Corp. of 

Panama (reportedly Wheelock Marden & Co Ltd Hong Kong as manager). 1968 the “Anita” was taken 

over by the Government of Vietnam in Saigon, South Vietnam. 1975 “Anita” reportedly taken over by 

the Vietnam Ocean Shipping Co., Haiphong, Vietnam. Information as reported but without verification 

due to vagaries of the Vietnam War. 

Above right, the Hong Kong managed ship “Eastern Mariner” (ex – “Bungaree”) mined in the Saigon 

River in May 1966. The ship was originally built for the Adelaide Steamship Company by Caledon 

Shipbuilding & Engineering Company at Dundee and launched in 1937. She was requisitioned by the 



RAN and was used as a minelayer during WW2. Upon return from military service, she spent most of her 

working life in Australian waters. She was sold in 1957 and renamed Dampier. In 1960 she was sold East  

 

to Hong Kong shipping interests and renamed “Eastern Mariner”. After striking the mine in the Saigon 

River, South Vietnam, she was later salvaged by Japanese salvors and briefly renamed “Kitagawa Maru”, 

before being sent for demolition in 1968. So, trading in the region during those years of conflict, was not 

without its risks. 

 

Another good example of the risks was the “MV Hai 

Meng”. She was built in 1949 for Norwegian 

owners, and traded Far East until 1971, when sold 

and renamed “Bright Star”. She was sunk alongside 

the wharf in Phnom Penh the same year by an 

underwater explosive device, planted by Khmer 

Rouge frogmen. The detonation caused 4 fatalities. 

 

 

(Unknown copyright) 

 

A good percentage of the newly established owners operating under Flags of Convenience were front 

companies for Communist countries such as Mainland China, Indonesia (strongly nationalistic, anti-

colonial with a communist sympathizing regime at that time), North Korea, as well as Formosa (Taiwan), 

because of its conflict and trading restrictions with China. This enabled these operators to earn foreign 

exchange as most shipping transactions were conducted in USD. As a matter of course, the shady and 

less scrupulous outfits did not last long and soon collapsed – besides the word soon got about and well 

qualified crews refused to sail on their ships. 

 I hasten to add, not all were of the “shady” ilk. There were some first-class Asian owners who operated 

their fleets eminently, in every way. However, it must be said that during 1960 and early 1970s Asian 

owners did gain a reputation for operating rust buckets. The ship below is a good example of how the 

notion came about. However, in fairness, most of the rust buckets were pre-war or wartime built, 

designed to perform only a few voyages (if they were lucky), hence they did not have the quality of steel 

in their construction, which aided their susceptibility to corrosion. This called for the regular 

engagement of “chipping gangs” or “side parties”, for older ships, at ports like Hong Kong or around 

India, to remove rust scale and corrosion. These gangs could achieve in a single day, what it would takes 

ship’s crews a month to complete and assisted greatly in the maintenance of ships. 



Built as Empire Prospect 7,331-GRT, by Shipbuilding Corporation Ltd, Newcastle upon Tyne. Launched 

on 15 March 1945 and completed in June 1945.   (Unknown copyright) 

Sold in 1947 to Goulandris Brothers Ltd, London and renamed Ronald M Scobie, then renamed Plover in 

1954. Sold in 1965 to Kowloon Carriers Inc and renamed “Kowloon Venture”, operated under the 

management of Wah Kwong & Co (Hong Kong) Ltd. Arrived at Kaohsiung, in April 1969 for scrapping. 

Venture Shipping, (Wah Kwong & Co HK Ltd), are now one of the top Asian shipping companies, with a 

large modern fleet of ships, efficiently and professionally operated, immaculately presented, and 

maintained. 

During these years, I had been very fortunate and had landed on my feet as I worked for several well 

established and reputable Asian ship owners that had built an excellent reputation.  I sailed on  many 

ships, old and new, a few of the many, on which I sailed or have been associated with, are recorded in 

this narrative. 

“Straits Breeze”, built 1937, an ex-Australian vessel sold East, captured departing one of the Borneo 

River ports having loaded a full 

cargo of logs, most likely for 

Japan. Formerly the “Kooringa” 

3,292 GRT, single screw 

steamship built at Caledon, 

Dundee for Australian owners. 

Triple-expansion, exhaust 

turbine making 11 knots. 1959 

sold to J Manners & Co and 

renamed “Straits Breeze”. 1965 

under J Manners & Co renamed 

“San Eduardo”. 1965 sold to 

Teh Foo Navigation Co and 

renamed “Teh Foo”. Broken up 

at Kaohsiung March 1968  (John Manners Group)                                                                                                



 

Left, bundles of Pit Props being loaded on deck, most likely for 

Japan. Japan was a huge importer of timbers during the 1960-80s. 

This was a common cargo for Japanese Ports.                      

 (John Manners Group) 

                     

                                                                                                                                           (Unknown copyright) 

Above right, trimming dressed Logs believed at Bangkok Port. This is a nice stow, but good trimming of 

logs was critical to avoid shifting and to maximize stowage. Considerable expertise was required by the 

stevedores in handling them quickly and safely. 

Discharging Mahogany Logs at Yokohama, usually loaded in 

Bandon, Thailand. Logs were collated into rafts, crudely lashed 

together, before being towed away to their destination at a 

sawmill. 

 (Unknown copyright) 

 

                                                                                                                                                                          

 

For the short voyage between Bangkok and Hong Kong, occasionally  

cattle or buffalo would be loaded on deck. The ships carried 

supernumeraries who attended to the cattle, feeding, and washing 

down decks. It was an unpopular cargo as the stench lingered for 

days after they had been discharged, no matter how many times the 

decks were hosed down. 

Some of the major Asian ports engaged in the livestock trade during 

the 1960s were in Sarawak, Philippines, West Malaysia, Indonesia 

and occasionally Thailand and Hong Kong. In later years there was 

substantial change in regulations for the carrying of livestock by sea 

allowing for more humane handling of the animals during loading 

and transit.     (Unknown copyright) 



Sheep in Pens, carried on deck to Shanghai 

aboard “Tsinan”(ex CNCo vessel), which 

was later sold and renamed “Fairford”. 

Livestock most likely from Hong Kong, 

considering the small number of animals in 

the shipment.          

 

 

 

 

 

(Swire Group) 

 

Many of the new, fledgling Asian ship owners of the period, were very naive and were therefore more 

than happy to pay a decent manager to operate the vessels on their behalf as an economically viable 

investment. Basically, all that the new owners wanted was the kudos of ship owning, select a fortuitous 

name for their vessels and make money, the rest they left to the ship managers.  

Sometimes I had a giggle to myself as there were some imaginative names, (often brought about by a 

literal translation from Chinese into English), Great Dollar, World Pink, Lady Luck, Hot Spice, New Jumbo 

Enterprise, Eastern Paramount, Asia Plenty, Diamond Dragon, etc., etc., to name but a few. Most of 

those with the grandest names were, often the worst, throughout Southeast Asia and Oceania, in those 

golden transition years from break bulk and general cargo to containerization during the 1960s and  

1970s. 

 

Who can remember 

those days? Having to 

check and tighten the 

bottle screw lashings 

twice daily. 

An old ship with steam 

auxiliaries (note steam 

lines on deck), tarpaulins 

and wooden hatch 

wedges, taken during 

1970s with early type 

containers stowed on 

hatch tops, secured with 

wires and bottle screws. 

  (Unknown copyright) 



 

Hence, there was a “Boom” in the number of shipping enterprises and vessels being registered in Hong 

Kong and Asia during this period. Many of the shipping companies traded their vessels within Asia, 

particularly those countries that were within relatively proximity to the South China Sea, such as Japan, 

Korea, China, Taiwan (aka Formosa), Philippines, Borneo, Indonesia, Vietnam, Thailand, Singapore, 

Indonesia, and Malaya as it was then known. These old vessels were very dominant in the waters 

around these areas. The term “Hong Kong Dustbin” evolved due to many of the early owners just 

painting their vessel’s funnels all black – somewhat resembling and upturned dust bin. Henceforth, the 

name stuck. It would also be true to say that there was a fair share of shady ship operators around in 

those early days of development that may not have been so enthusiastic in openly advertising their 

company insignia or identity, for reasons best known to themselves. 

There was a multitude of old WW2 “Fort”, “Empire” and “Liberty” variants plying Far Eastern waters in 

the 1960s, mostly discarded by European owners due to fleet modernizations. These vessels were 

readily available at almost “give away” prices. Additionally, aging Australian and New Zealand tonnage 

sold for further trading, generally found its way to the Far East. The era therefore was a smorgasbord of 

opportunity for any “would be” Asian ship owner and became the spawning grounds for many of the 

world’s greatest shipowners, today. 

Hong Kong was an attractive location for many of these fledgling ship owners to establish their business 

Head Quarters and develop their fleets. Hong Kong offered stability of government, a competitive 

commercial environment, and a vibrant shipping register that provided an air of respectability due to 

the fact it was closely fashioned on that of the United Kingdom. There were those however, who 

registered their ships under FOC’s and operated their ships from Hong Kong, under the notion that 

Panama or similar open registries may be a more flexible for their ageing ships, and there was less 

transparency for companies when registered in Panama or the like. Some of the dodgier operators 

looking upon this as a convenient means of avoiding liability in the eventuality of financial delinquency 

or mishap linked to their vessels. All said and done, an FOC Company was nothing more than a brass 

plate on the door of an attorney’s office in their Flag State, other than that the level of regulations was 

minimal. 

The only real way of identifying these “Hong Kong Dustbins”, during the early 1960s other than by POR 

painted on the ship’s stern, was by the Union Flag prominently painted on each side of the vessels hull, 

with the ship’s name in Chinese Characters, likewise displayed. It would be true to say that this was 

primarily to facilitate ease of recognition as there were several open conflict zones about the China Seas 

around that era, such as China and Formosa Straits, North Korea, and Vietnam. Restrictions of direct 

trade applied between some countries, a good example of which was between Formosa (Taiwan) and 

China with most commodities being transshipped via Hong Kong on what were loosely defined, but not 

strictly correct, neutral FOC tonnage. In the mid- to late 1950s the Formosa Straits was notorious as a 

conflict zone between China and Formosa with many incidents recorded. Similarly, North and South 

Vietnam became a “War Zone” in the mid-1960s onwards, when numerous vessels were mined, or 

bombed. 

It was only around the late 1960’s that many of the allegedly dodgy shipping companies, threw off their 

shady veils, and started to take a pride in vessel ownership and display company Motifs and Logos on 

vessel funnels. This period was also a golden age for numerous ship management concerns that 



managed the various vessels on behalf of beneficial owners, another way of masking true ownership in 

many cases. 

During the early part of 1960s there were juicy cargoes available for ships willing to trade to North 

Vietnam, namely, Haiphong and Port Campha, situated at the head of the Gulf of Tonkin. Port Campha 

was a port known for its coal exports, mainly to China and Japan. This was a temptation for some 

owners of “old ladies” of the sea. By paying ship’s crews a token, so called “Danger Money” they were 

attracted to this trading area which resulted in a significant number of vessels becoming casualties, due 

to bombing, strafing, or mining. 

Sometimes, these old ladies would anchor for weeks at Hong Kong, either at Yau Ma Tei or Western 

Anchorages, to await the opportunity of these highly lucrative cargoes. In the event of an approaching 

Typhoon, they generally shifted to a more sheltered area of Hong Kong known as “Tolo Harbor”, which 

was often the scene of numerous groundings and stranding during a Typhoon. 

One of the dangers associated with remaining in Hong Kong Harbor during a typhoon was, the serious 

consequences of dragging anchors in Typhoon conditions. This substantially increased the danger of 

collisions between vessels and the high risk of dragging anchors across the telephone cable reserves and 

snagging the various marine cables that linked Hong Kong with Kowloon, as well as the rest of the world. 

The Hong Kong Marine Department was, therefore, very pro-actively engaged in implementing the 

“Typhoon Regulations” applicable to ships and raised the alert at an early stage once a pending Typhoon 

became imminent, so that ships could prepare to take shelter, or depart the Port, in good time. 

Of course, Hong Kong had its share of long established and more traditional ship owners. This included, 

amongst others, China Navigation Company, Indo-China SS Company (Jardines), John Manners Group 

and its various shipping subsidiaries, Williamsons and their Douglas SS Company, Harley Mullion and 

Company, Moller Shipping, Wallem and Company, Wheelock, Marden, Patt Manfield, to name but 

several. These entities were the backbone of Hong Kong shipping during the mid-1960s and 1970s, prior 

to the advent of many newcomers which are household names in Hong Kong shipping circles nowadays. 

Hong Kong was also an attractive management base for Euro-continental ship owners who had 

traditionally operated regionally around the Far East, such as Thoresen, Wrangell, and Bruusgaard of 

Norway and, Jebsen of Denmark. 

But it must be said, the majority of ships operating out of Hong Kong in the 1060-70s, were of the 

“Dustbin” ilk, nondescript tramp ships, large and small, good and bad. Those under Hong Kong register 

were required to conform to strict neo-British standards, since the Hong Kong register was a clone of 

that in the UK, with a few minor amendments, and all ships thus registered, flew the Red Ensign. The 

only difference being the Port of Registry painted on the stern, which was Hong Kong in place of London, 

Liverpool, Glasgow, etc., but they were all subject to Board of Trade regulation, certification, and 

manning. Officers were required to hold certificates of competency consistent with Colonial Laws of 

Imperial validity. 

 

 



 

Known as “Jeeps” built in 

both UK and the USA 

between 1943-44, under an 

“Empire” prefix. The 

“Taifookloy”, 1908 GRT, 

belonging to Shun Cheong 

SN Co. Ltd., at anchor in 

Hong Kong during the 

period. This type of WW2 

design was used quite 

extensively for the various 

coastal trades around the 

Far East, these ships being 

easy and cheap to operate. 

It’s very basic construction, made it easy to maintain. Union Flag and ship’s name illustrated on ship’s 

side. The ship was wrecked on Lantau Island in 1962, because of grounding during  Typhoon Wanda.    
(Unknown copyright) 

The “Taifookloy” had a colorful career, built 1944 in the USA as “SS Samuel Yeaton”, 1944-48 “SS Fort 

Wilhelmus” (Dutch Government), 1948-53 “SS Oro Baai” (Dutch KPM), 1953-59 “SS Inchkilda” (Inch -

Williamsons Hong Kong), 1959-60 “SS Juliana” (Shun Cheong Steam Navigation Co. Ltd., Hong Kong), 

1960 renamed “Taifookloy” – same owners, before meeting her demise due to Wanda. 

 

MV. ”Wishford” – ex 

1951 built- Fengning 

of China Navigation 

Co. Ltd., Sold in 1964 

to mainland China 

front company 

Ocean Tramping Co. 

Ltd., Hong Kong. Ship 

was registered under 

Hong Kong British 

registry. Note the 

Union Flag painted 

on ship’s side. 

Typical of a “Hong 

Kong Dustbin”   

                                                                                                                                                       

(Unknown copyright) 

Below, an ex-Australian “Dustbin” acquired by Hong Kong interests and renamed “Pacific King” 

captioned at the end of her working life on her way for demolition at Junk Bay, in 1969. Formerly the 



“Adelong” built in 1936 by Harland and Wolff, Govan, Scotland, for the Australian Huddart Parker Line 

(until taken over by Mcllwraith McEacharn Pty. Ltd.,). In 1960 operation of the vessel was assumed by 

Associated Steamships Ltd., before being sold in 1967 to Hong Kong shipping company J. Lee and 

renamed “Pacific King”. 

 

          

                                                                                                                                                      (Unknown copyright) 

One of the smarter looking “Dustbins” – “MV Inchdouglas” of Williamsons - Hong Kong (formerly 

Douglas Steam Ship Company). 1943 built by Wm. Doxford & Sons Ltd, Sunderland ex - Jersey Hart for 

Morel Ltd, Cardiff, 1945 ex - Stanpark for Stanhope SS Co. (J.A. Billmeir & Co.), 1951 ex - Queen Eleanor  

for T. Dunlop & Sons, Glasgow, 1956 purchased by Williamson & Co., Hong Kong renamed 

“Inchdouglas”, 1956 transferred to Douglas Steamship Co., 1970 scrapped at Kaohsiung.  

Williamsons was a long-established 

Hong Kong shipowner. The Douglas 

Steamship Company was formed 

1883 and took over the various 

steamers and other assets which 

had been managed but only partly 

owned by the firm of Douglas 

Lapraik & Co.  J.S. Lapraik died in 

1893 and the firm was led by junior 

partner Davis.  

 

(Unknown copyright) 



The Company would maintain its position as a China coast trader, but in the late 1920s the company had 

run into financial difficulties and in 1932, S.T. Williamson bought a controlling interest in the Douglas 

Steamship Company. Williamsons remained very active in the 1960s and early 70s. 

Another old steamship “Inchstuart” 7043 GRT, operated by the well know Williamsons and Co. of Hong 

Kong. Built 1942, by Burntisland Shipbuilding Co. Ltd., Burntisland (ex- Highland Prince), 1955 purchased 

by Williamson & 

Co., Hong Kong 

from Prince Line 

renamed 

“Inchstuart”, 

1959 transferred 

to Douglas 

Steamship Co., 

1969 sent for 

demolition at 

Hong Kong.      

 

(Unknown copyright) 

 

The ex-Jardine’s ship “Choy 

Sang” seen entering Hong Kong 

Harbor, she became the 

“Milford” under Hong Kong 

British flag and managed on 

behalf of Mainland Chinese 

shipping interests, who 

operating in Hong Kong as the 

Hemisphere Shipping Co. Ltd.  

 

 

 

(Unknown copyright) 

Empire Witham was a 1,923 GRT cargo ship which was built by J Cockerill SA, Hoboken, Belgium and 

completed in 1944 as “Aeolus” for the German, Neptun Line. Seized in May 1945 at Kiel as a war prize 

and handed to MoWT and placed under the management of Indo-China Steam Navigation Co. Ltd., 

subsequently being renamed Empire Witham. Sold in 1948 to Indo-China Steam Navigation Co. Ltd, 

Hong Kong, and renamed Choy Sang. Sold in 1961 to Hemisphere Shipping Co. Ltd., Hong Kong and 

renamed “Milford”. Resold in 1967 to Continental Navigation Co, Panama and renamed Salamanca. 

Scrapped in May 1969 in Hong Kong. “Milford” became a well-known “Dustbin” being a regular caller at 

Hong Kong whilst under her PRC ownership. 



 

 (Malcolm Cranfield Collection) 

The old steamer “Landspride” built as “Atlantic” in 1939 by Wm. Gray and Co. Ltd., West Hartlepool, for 

the Sir Walter H. Cocker Line, 1950 sold to Kingsborough Shipping Co. Ltd., (P.D. Henry and Sons), Glasgow. 

Resold in 1953 and managed by Wheelock Marsden and Co. Ltd., of Hong Kong, later in 1959 transferred 

to Ilex Steamship Co. Ltd. The Wheelock, Marden Group were a long established, and founding shipowner 

in Hong Kong, who owned a substantial fleet of Yangste River steamers and Lighters in the 1930s. Their 

main base of operation was Shanghai but after World War 2 they relocated their offices to Hong Kong, 

where they became prominent ship managers.  They have since developed into one of Hong Kong’s major 

corporations with substantial interests in warehousing, transportation, and property development. 

 

Originally built as “Empire 

Labrador” sold in 1949 to 

Williamson & Co Ltd, Hong Kong 

and renamed “Incharran”. Seized 

on 1 May 1950 by a Chinese 

Nationalist warship. She was 

released with the assistance of HMS 

Mounts Bay. On 12 February 1953 

she was again attacked by Chinese 

Nationalist warships when in the 

Formosa Straits, but evaded 

capture and safely reached Hong 

Kong. “Incharran” pictured 

departing Hong Kong in 1955.  (Alex Wood) 

The “Incharran” was an oil-burning steamer of 3,539 GRT, one of a group of 6 vessels originally built to 

carry heavy cargoes. 1955 – sold to Indo-China Steam Navigation Co Ltd, renamed “Ho Sang”, 1968 – 



sold to Golden River Shipping Corporation, renamed “Golden Sun”, 1970 – scrapped.   Jardine’s 

operated a sister vessel “Hop Sang” to the “Ho Sang”, both ships used extensively in the Far East logging 

trade. The Borneo River ports were the main source of their cargoes and they operated in this trade, 

very successfully, for a good number of years during 1960-70s.  

 

Another Mainland Chinese 

vessel under Hong Kong 

registry and management 

“Fairford” 2994 GRT, 

steaming eastwards 

through Hong Kong Harbor 

in 1959. 

Built in 1930 by Taikoo 

Dock yard and Engineering, 

Hong Kong, for the China 

Navigation Co. and named 

“Tsinan” (2). 1939-45 

requisitioned by British 

Admiralty. 1946 returned 

to owners. (Unknown copyright) 

In 1951 the vessel was sold to Cambay Prince Shipping Company (John Manners Group) and renamed 

“San Eduardo”. 1954 transferred to China Shipping Co, (John Manners as managers). 1955 sold to New 

Pacific Navigation Co and renamed “Golden Gamma” (Word-Wide as Managers). 1959 sold to 

Peninsular Shipping Co., Hong Kong (Ocean Tramping Co as managers) renamed “Fairford”. 1960 sold to 

direct PRC interests. 

 

                                          (Unknown copyright) 

        MV East Wales Hong Kong managed, and renamed “Universal Skipper”, built as Empire Earl 



Empire Earl was a 7,359 GRT cargo ship which was built by William Doxford & Sons Ltd, Sunderland. 

Launched in December 1943 and completed in May 1944. Sold in 1945 to United British Steamship Co 

Ltd and renamed Cressington Court. Operated under the management of Haldin & Co Ltd. Sold in 1958 

to Gibbs & Co Ltd, Newport, Monmouthshire, and renamed East Wales. Sold in 1966 to Dalkeith 

Shipping Co Ltd, Dalkeith and renamed “Universal Skipper”. Operated under the management of 

International Steamship Co Ltd, Hong Kong. Scrapped in November 1970 at Whampoa. 

Captioned below, the “Peebles” an old Geordie tramp, who spent her final years in Far East waters. Built 

in 1936 by Wm. Doxfors & Sons Ltd., Pallion, for B.J. Sutherland - Newcastle. 1951 sold to Westralian 

Farmers Ltd., London, and renamed Swanstream sold in 1956 to John Manners Group – Hong Kong who 

renamed her “San Fernando” under the Panamanian registry. Sold in 1965 and renamed Phoenician 

Star. She was broken up in 1967 at Hong Kong.       

 

 

 

 

 

 

 

 

 

                                                                                                                            (Unknown copyright)   

 

An old Scandinavian, the 1929 built “North Breeze” steaming eastwards through Victoria Harbor, Hong 

Kong in April 1961, complete with thrashing propeller. A classic old lady of the era. This ex-Scandinavian 



was acquired by Manners in 1955.  She was renamed the “San Antonio” in 1963 and sold out of the fleet 

in 1967 to become Pacifico, finally going to Hong Kong breakers in 1969.    (John Manners Group)                                                                                                                                        

“Inchmull” was built in 1941 as Empire Spray, 7,308 GRT by William Doxford & Sons Ltd, Sunderland, for 

Ministry of War Transport, with management placed with the West Hartlepool Steam Navigation Co. 

Ltd. Allocated in 1943 to the Dutch Government and renamed Gerard Dou. Sold in 1947 to Stoomvaart 

Maatschappij NV, Rotterdam and renamed Marken. Sold in 1953 to Douglas Steamship Co Ltd and 

renamed “Inchmull”. Operated under the management of Williamson & Co Ltd, Hong Kong but in 1966 

management passed to Mullion & Co, Hong Kong. Sent for demolition at Kaohsiung, in 1969. 

(PWR) 

 

During the many years I spent sailing around Asia, and operating ships in the region, I do have a few 

favorites, ships with real character of their own. Some of which are included below. 

MV “Asia Breeze” (formerly Asia Fir, Carronpark), 5328 GRT, built 1949 by Charles Connell & Co., 

Scotstoun. I joined in Hong Kong in 1965, then commenced a prolonged period of coasting around the 

Philippines, visiting many ports loading bulk Copra Husk. Original destined for Europe. However, this was 

not to be. Having completed loading at our last load port in Manila, we set sail. Some hours later we were 

forced to return due to trouble with the main engine. Over the ensuing week several attempts were made 

to effect repairs, but every time we headed to sea we were forced to return with a reoccurring problem.     



Following several weeks, and 

many unsuccessful attempts by 

ship’s engineers to rectify the 

issue, owners decided to have 

the ship discharge her cargo 

and then undergo tow to Hong 

Kong for major repairs. Hence, 

we discharged our entire cargo 

into a Philippines President 

Lines freighter, by direct ship-

to-ship transfer. The renowned 

salvage tug “TaiKoo” was 

dispatched from Hong Kong to 

Manila in order to tow the “Asia 

Breeze” back to Hong Kong. The 

tow, which had a duration of 

about 5 days was uneventful, with the ship eventually arriving at Taikoo Dockyard, where she remained 

for about a month, undergoing major engine repairs, prior to returning to service. Hearsay suggested, the 

problem was that a misalignment of the main engine bed plate was the culprit, having been sustained due 

to a grounding at Hong Kong during a Typhoon, some months earlier. Once returned to service the ship 

operated successfully until 1970, before being sold for continued trading, and renamed “Atlas Navigator”. 

She was sent for demolition at Bombay in 1974. She was a grand old Iron Lady. (John Manners Group). 

 

 

 

 

 

 

 

 

 

 

 

Ocean Salvage Tug “Tai Koo” underway with a full head of steam, likely out bound from Hong Kong 1960s. 

An icon of the China Seas during 1950-60s,"Tai Koo" (3), 812 GRT, was an ocean-going Salvage tug, 

launched in 1950 by Taikoo Dockyard & Engineering Co., Hong Kong. She had a service speed of 12.5 knots, 

and became famous for her numerous salvage exploits in the South China Seas. (Swire Group) 



 

The compact general Cargo ship 

“Cardross” 2298 GRT, built 1948 by 

William Gray & C0, West Hartlepool. 

Originally as Virginia for Rederi A/B 

Virginia (O.M.Thore), Jonstorp, Sweden, 

but later renamed “Cardross” when 

purchased by James Patrick and Co Pty 

Ltd – Sydney in 1954. Sold to the John 

Manners group Hong Kong, in 1962 and 

retained name. 1967 sold to Wallem and 

Co Hong Kong, 1969 resold to Kian Hin 

Leong Enterprises, Hong Kong. 1977 

reflagged Somalia and sent to breakers at 

Foochow in 1977. (John Manners Group) 

Another fine vessel was the 

“Treasury Alpha” 10,314 GRT, 

renamed Tamaki, which I took over 

in Singapore in about 1983. Built in 

1963 by S. A. Cockerill-Ougree, 

Hoboken, this was one of a class of 

fast 16.5 knot general cargo ships 

for the national shipping line of 

Belgium. During her time as Tamaki, 

she was under Panama registry and 

worked mainly within Asia until 

1985 when sent for demolition at 

Qingdao. A lovely ship of her era. 
(Unknown copyright)                                                                                                                                              

The Sister vessel to Tamaki, the 

Hong Kong based Navegante 

Shipping Agency Co’s vessel “Santa 

Clara” (ex-Teniers) which was 

another vintage Iron Lady, that 

ended her days in Asian waters, 

providing many years of useful 

service. Built as one of four sisters in 

1964,  as the Teniers of CMB. In 

1981 sold to Santa SA, Panama 

(Navegante Shipping Agency, Hong 

Kong), renamed “Santa Clara” 

(Panama flag). In June 1984 she was 

sent for demolition at Shanghai.   (Bob Scott) 



                                                                   

 Liberian flagged “Sula” built 1943 

by Burrard Dry Dock, North 

Vancouver. Just one of many the 

wartime built “Empire” and “Fort” 

type ships prevalent in Asian 

waters during 1960-70s. 

Photographed at Thevenard, in 

South Australia after having 

loaded a cargo of grains, bound 

for Manila. Built as Fort Columbia, 

1948 sold and renamed Sunrell. In 

1959 she became “Sula” and was 

finally scrapped in Kaohsiung in 

1969. Reportedly operated by 

Hong Kong managers, on behalf 

of Pacific Trading and Navigation Ltd., Liberia. (Chris Finney) 

 

The Empire ship 

“Labuan Bay” (ex-

Clan MacKinnon). 

Originally built as 

Empire Dunnet for 

the British 

government in 1946, 

Empire Dunnet was 

sold to Clan Line 

Steamers Ltd. and 

was renamed Clan 

Mackinnon. In 1961, 

Clan Mackinnon was sold to Mullion & Co Ltd, Hong Kong, and renamed Ardross. (Unknown copyright) 

Sold in 1963 to Kinabatangan Shipping SA, Panama and renamed “Labuan Bay”. Operated under the 

management of United China Shipping Co Ltd, Hong Kong.  Last seen by the author in 1963 as “Labuan 

Bay”, sailing fully laden from Sandakan, Borneo. She regularly plied Asian waters. Unfortunately, on 20 

March 1967 “Labuan Bay” ran aground and caught fire at Bancoran Island, North Borneo, (7°58′N 

118°04′E) and was refloated on 24 March 1967. She was then towed to Manila. On 11 July 1967 she 

caught fire again and arrived for breaking at Kaohsiung, on 9 November 1967. 

Below, the classic British tramp ship Ripley, 5843 GRT, built 1953 by Short Bros. Ltd., Sunderland for  

Stephens, Sutton and Co. Ltd., Newcastle. Sold to the Avon Steamship Co., Ltd in 1958. Sold to Cambay 

Prince Steamship Co. Ltd., (John Manners Group), Hong Kong, in 1963 and renamed “Thames Breeze”, 

becoming a well-known Asian trader. She stranded on Investigator Shoal in 1969 (09.40N  113.01E) whilst 

on a voyage from Shanghai to Colombo with a cargo of Bagged Rice and was declared a CTL. 



                                 

 

                                                                                                                                                                                                                     (Charlie Hill) 

 

 

  The “Cap San Marco” in her heyday.                   (Hamburg-Sud)                                                                                                                                      

The superbly streamlined ex-Hamburg Sud cargo liner “Cap San Marco”, taken in Hamburg around 1973. 

One of the six iconic cargo liners known as the “White Swans of the South Atlantic”. The ship was sold 

East and taken over by the author at Hamburg in early 1985 for a voyage to the Far East. The ship was 

reflagged “St Vincent” and renamed “Marco Polo”. The ship was eventually sent for demolition at 



Qingdao in late 1985, following the successful completion of several positioning voyages under the 

direction of its Hong Kong managers. 

 

Ex-Hamburg – Sud’s “Cap San Antonio”, renamed “San Miguel” 

 

                                                                                                                                                                                                                    (Hamburg-Sud) 

 

The 1962, Deutsche Werft built “Cap San Antonio” taken over by the author for a demolition voyage to 

the Far East in early 1986. The ship was reflagged “St Vincent” and renamed “San Miguel” by Hong Kong 

based managers. This ship was one of a class of 6 “White Swans of the Atlantic”, that operated a Europe-

South America service during 1960-70s. In November 1973, she suffered a major fire resulting in her 

midship accommodation having to be completely rebuilt. After completing several positioning voyages, 

she was sent for demolition at Huangpu in October 1986. 

A third Hamburg-Sud “White Swan”, the “Cap San Diego”, was taken over by the author at Barcelona in 

early 1986, for a demolition voyage to the Far East. The vessel was under Spanish management by 

Ybarra, an associated company of Hamburg-Sud  at the time of the hand over. The ship arrived in Asian 

waters late in 1986 following several position voyages with a variety of cargoes. The ship was already 

sold for scrap and literally on her ultimate  voyage and only hours away from her final demise, when the 

City of Hamburg intervened and purchased her for preservation as a museum ship as she was the last 

remaining “White Swan of the Atlantic”. 

The Hong Kong based managers, who had no desire to see such a fine ship broken-up, were able to 

exercise an escape clause in the contract of Sale and divert the ship at the last moment. The ship, which 

had been reflagged “St Vincent” and renamed “Sangria” was subsequently delivered to the German 

buyers, again by the author, at Cuxhaven, from where the ship sailed up the Elbe to Hamburg, amongst 



much pomp and ceremony. The vessel finally underwent substantial refurbishment and is now a 

Museum Ship at Hamburg. 

 

                                                                                                                                                   (Peter Haas) 

 

The beautifully restored “Cap San Diego” (ex-Sangria) laying at her berth in Hamburg, where she is now 

a museum ship and floating hotel. She undertakes periodic trips down the River Elbe from Hamburg to 

Cuxhaven and back.    

The stormy looking day at Hamburg does not do justice to this beautiful ship, which was an icon of the 

South Atlantic and a legend within her own lifetime. 

 



                                   (John Manners Group) 

“MV Suva Breeze” (ex -  Empire MacAlpine) under the banner of John Manners, Hong Kong. One of the 

few Hong Kong operators who always had their prominent logo displayed on the funnels of their ships. 

This, together with their naming conventions, left little doubt as to their ownership. 

The Empire MacAlpine was a 7,954 GRT cargo ship, which was built by Burntisland Shipbuilding 

Company Ltd, Scotland, in 1943, for the MoWT. The same year she was in a serious collision with Empire 

Ibex in the north Atlantic (53°30′N 36°25′W) and her bow badly damaged. Empire Ibex was abandoned 

shortly afterwards and sank. Empire MacAlpine was sold in 1947 to McCowan & Gross Ltd, London and 

renamed Derrynane. Sold again in 1951 to Power Steamship Co Ltd and renamed Huntsbrook  under 

the management of O Gross & Sons Ltd, London. Sold in 1959 to South Breeze Navigation Co Ltd and 

renamed “Suva Breeze” under the management of J Manners & Co Ltd, Hong Kong. Sold in 1965 to San 

Fernando Steamship Co, Hong Kong and renamed Djatingaleh, remaining under Manners' management 

and renamed “San Ernesto” in 1966. Sold out of the John Manners fleet in 1968 and renamed Pacific 

Endeavour and placed under the management of Jaguar Shipping Corp Ltd, Hong Kong. Sold in 1969 to 

Compagnia Nueve del Oriente SA, Panama, remaining under Jaguar's management. Arrived at Hong 

Kong in February the same year for demolition. 

                   

Huntsbrook, seen prior to her sale to the 

John Manners Group, Hong Kong, and 

being renamed “Suva Breeze”, whilst still 

under the management of O. Gross & 

Sons, London. She was yet another of the 

“Fort”, “Empire” and “Liberty” oldies to 

meet her demise at the end of their Far 

East heydays in the 1960s  

 

(Richard Cox Collection) 



The Typhoon Season in Hong Kong usually spans the months of May to 

October, with July, August and September being the most prolific 

months for Typhoons. During the 1960s one of the most serious and 

notorious to hit Hong Kong was Typhoon Wanda in September 1962. 

Not only was substantial damage sustained to the colony’s 

infrastructure but some 36 ocean going vessels were either driven 

aground or wrecked in the devastation. A number of ships also sank in 

Hong Kong harbour, including the “Cronulla” which capsized near West 

Point and the “Tung Feng” which sank near Green Island. Six ships were 

grounded on the north shores of Lantau Island, but the worst location was Tolo Harbour where many 

ships were driven aground. Of the 24 beached ships, 11 were sold for scrap and the remainder were 

refloated, repaired, and returned to service. . 

The deep, landlocked indentation of Tolo Harbor and Plover Cove, flanked by high hills that protect the 

snug anchorage from Typhoons, has remained a favored haven for ships in Hong Kong during Typhoons. 

Located in the N.E sector of Hong Kong’s New Territories, it is usually available for vessels drawing up to 

8m draft. Unfortunately, the topography of the area did not always offer the protection sought from the 

weather, resulting in numerous Typhoon casualties. The Hong Kong shipyards obtained much business 

over many years from ships becoming stranded by Typhoons, as well as other vessels salvaged in the 

South China Sea by the iconic Hong Kong Tug “Taikoo” operated by the China Navigation Company on 

behalf of the Group’s Taikoo Shipyard. 

An interesting study of the Dutch freighter 

“Tjibanjet”, belonging to RIL lines, well and 

truly wrecked in Hong Kong resulting from 

Typhoon Gloria during 1957. She was 

salvaged, repaired, and eventually returned 

to service. She grounded on a rocky 

foreshore close to the entrance of Junk Bay. 

 The “Tjibanjet” pictured on the rocks near 

Lye Yei Mun (Devil’s Peak area) at the eastern 

entrance to Hong Kong Harbor. The ship had 

recently completed a voyage from Moji to 

Hong Kong prior to her being stranded during 

Typhoon Gloria. 

The “Tjibanjet” lost both her anchors near 

Junk Bay during the Typhoon and grounded 

heavily. She was successfully refloated in 

June 1958 and resumed service with her 

owners in May 1959 after substantial repairs. Following another 14 years of service, she finally met her 

demise in December 1973 when she was sent to Taiwan for demolition.  (Unknown copyright) 



 

Chart of Tolo Harbour, and Plover Cove, Hong Kong showing the locations at which various vessels 

grounded due to Typhoon Wanda in September 1962. 

Another “Dustbin” and Typhoon casualty of the 1960s. Pictured, the Hong Kong registered “Vinkon” 

7150 GRT, high and dry on a beach in Tolo Harbor. Built in 1944 as Champlain Park by Marine Industries 

Ltd, Quebec, and placed under the management of Furness, Withy & Co. Ltd. Montreal, on behalf of 

owners Vinland, Mersey Paper Co. Ltd. Liverpool NS. In 1959 sold to Overseas United Shipping and 

Trading Co. Ltd., Hong Kong, with Wallem and Co. Ltd., Hong Kong, acting as managers. 

                                                                                                           

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                                                

                                                                                                                                                      (HKRS41-1-10475-2 and HK Marine Dept) 

 



 

 

 

 

 

 

 

 

 

 

 

                                                                                                               (HKRS41-1-10475-2 and HK Marine Dept) 

The Hong Kong managed, but Panama registered, “Ocean Venture”,  5083 GRT, wrecked at Tolo Harbor 

during Typhoon Wanda which struck Hong Kong in September 1962. Acquired, operated, and managed 

by T.Y. Chao’s Venture Shipping (Wah Kwong & Co HK Ltd), she had been originally built in 1938 by 

Redheads of South Shields for B.J. Sutherland and Co. Ltd., of Newcastle and named Sutherland in 1939 

sold to Clydesdale Navigation Co. Ltd., of Glasgow and renamed Blairclova. She became the “Ocean 

Venture” when taken over by Wah Kwong and Co. HK Ltd., in 1962.   

 

The ill-fated “Juno” built 1927, 1385 GRT, 

pictured passing Yau Ma Tei in 1959. She 

was a regular caller at Hong Kong, running 

mainly between Hong Kong, Taiwan, and 

Borneo. She was sadly lost with all hands in 

a Typhoon, whilst crossing the South China 

Sea, during 1964.  

(Unknown copyright) 

A radio distress was received stating she was 

engulfed in a severe typhoon, but regretfully 

she was never heard from again, and it is 

assumed she foundered around  18.20N  118 44E on 10/10/1964. “Juno” was formerly the Australian 

ship Bidelia, ex-Cardross originally built for James Patrick Ltd., by John Lewis at Aberdeen. Patrick sold 

her in 1935 to J. Burke Ltd., for employment in the Queensland coastal trade. In 1955 J. Burke Ltd sold 

the Bidelia to Madrigal Shipping Company of Manila who renamed the ship “Juno”.       



 

Despite Tolo 

Harbor, being 

considered a bad 

weather haven, 

regrettably not so 

for “Fortune 

Lory”. Pictured 

well and truly 

stranded, again 

due to Typhoon 

Wanda. The 

“Fortune Lory” a 

7,062 GRT Hong 

Kong registered 

cargo ship, 

formerly the 1944 

built Stanrealm of 

Stanhope Steamship Co. Ltd., London, was grounded against the south side of Plover Cove but was later 

successfully re-floated and returned to service, however, not for long as she was sent for demolition at 

Hong Kong in 1963.     (HKRS41-1-10475-2 and HK Marine Dept) 

Below, the old Panamanian registered steam ship “Crescent” also wrecked in Hong Kong at Tolo Harbor 

due to the devastation caused by Typhoon Wanda. She was a wartime built “Samboat” liberty. 

Completed in 1943 as the Vernon L. Parrington and in 1947 passed to the Netherlands Government and 

renamed Filips van Marnix, then Loosdrecht. In 1961 sold to Hong Kong ship owners and managers Patt 

Manfield and Co. Ltd. and renamed “Crescent”. Salvage was abandoned and she was broken up where 

she lay, possibly due to the unsupported length forward. She was lucky she did not break her back. 

 

                                                                                                     (Richard Feltham Collection) 



 

Although of poor quality, 

this image depicts the 

Carronpark (later procured 

by John Manners – Hong 

Kong) subsequently 

renamed “Asia Fir” and 

later “Asia Breeze” with 

“Taifookloy” in the 

background. Both vessels 

are aground on the 

northern coast of Lantau 

Island following Typhoon 

Wanda in September 

1962.The “Asia Breeze” 

suffered major main engine 

problems several years 

later, reportedly due to a 

misaligned main engine bedplate, this grounding may possibly have been a contributing factor. The 

Taifookloy was successfully refloated then sent for demolition at Hong Kong in December 1962   

(HKRS41-1-10475-2 and HK Marine Dept)   

The vessel “Hai Jai” 1267 GRT, grounded on the east end of Harbour Island, Plover Cove, in front of Sam 

Mun Tsai village. The ship had been part of a long running ownership dispute which had only been 

resolved by the courts in late 1961. The ship was sold to a local shipbreaker for scrap following her 

grounding during Typhoon Wanda. See Public Tender below, right. 

                                                      

                                     

                                                                                                                         (HKRS41-1-10475-2 and HK Marine Dept) 



 

The “Bogota” a Panamanian registered cargo vessel was grounded on the north side of Harbour Island 

but was re-floated once Wanda’s storm surge had receded.           (HKRS41-1-10475-2 and HK Marine Dept)  

Not all casualties occurred in Tolo Harbor, Plover Cove, or ships seeking shelter in the lee of the colonies 

outlying Islands. Indeed, there were scores of, wrecks, collisions and sinkings within the limits of Victoria 

Harbor.  

The ex-Australian 

ship “Tung Feng” 

6458 GRT, built 1946 

by Evans, Deakin & 

Co. Ltd., at Brisbane 

as River Norman. 

originally managed 

by James Patrick and 

Co Pty Ltd., she was 

transferred to the 

Australian National 

Line in 1957, later 

sold to Tung Feng 

Shipping & Trading 

Co. Ltd., Hong Kong 

(Wallem & Co.) and 

renamed “Tung 

Feng”. She was 

driven ashore at Green Island, Hong Kong by typhoon Wanda in September 1962. Refloated a month 

later, then sold for scrap   (Paul Wille) 



 

Salvage operations yet to commence to refloat the ”MV 

Cronulla” belonging to John Manners Group, which capsized 

when alongside at the China Merchants wharf, West Point, 

Hong Kong. A direct result of Typhoon Wanda in 1962 

Built in 1948 as Admiral Fraser, 2,330 GRT, by Pickersgill & 

Sons Ltd., Sunderland for Phillips, Anderson & Co., London. 

Purchased by the United Steam Navigation Co. Ltd., 

Melbourne in May 1954 and named Canberra. Later renamed 

“Cronulla” in 1958 to free up her former name for P & O's 

planned passenger liner, later named as Canberra. Sold 

February 1961 to John Manners & Co., Hong Kong. Wrecked 

in a typhoon whilst at alongside West Point wharves, Hong 

Kong, capsizing and subsequently sinking, 2 days later. 

Refloated and broken up at Hong Kong by Hong Kong Chiap 

Hua Manufactory Co. commencing 15/11/1962.   

 

(HKRS41-1-10475-2 and HK Marine Dept) 

 

 "Lian Hin" 1453 GRT, ashore at 

west point on Stonecutters Island, 

Victoria Harbor, Hong Kong. 

September 1962. built by Jonker 

Bros, Kinderdijk and completed 

March 1921 as the Kampen for 

Olsen Bros. A typical, low powered 

type of vessel (8.5 knots) used in 

the China coastal trade.  

1921 ownership changed to 

Nobel's Explosives Co. Ltd., 

Glasgow, and she was renamed 

Glenora.  

(Unknown copyright) 

Same year the company name changed to Nobel Industries, Melbourne, Australia, with this ship being 

renamed as Millewa. Another name change occurred in 1921 with her becoming Lady Isobel and same 

ownership, chartered to Patrick Steamship Co. Ltd. 1926 sold to Australian Steamships Pty Ltd. (Howard 

Smith), Melbourne. Same name retained.  In 1955 she was renamed “Manly Breeze” when purchased 

by J Manners & Co, Hong Kong. Later that year renamed “San Carlos” when sold to San Jeronimo SS Co 

SA, Panama under the management of John Manners & Co., Ltd. 1958 sold to Cia Naviera Lanena Ltda, 



Panama, renamed “LIAN HIN”. 1961 sold to Yeo Ah Kang, Panama. Same name retained. Finally 

Scrapped at Hong Kong at the end of 1962. 

 

The “Amonea” driven 

aground on Datum Rocks , 

Hong Kong, in  September 

1964 by Typhoon Ruby. An 

initial assessment indicated 

that salvage prospects were 

not promising, which 

eventually became a reality. 

She was however, refloated 

but declared a CTL and she 

was sent to Hong Kong 

shipbreakers in 1965 for 

demolition 

                                                                                                                                                

(John Feltham Collection) 

The “Amonea” was the old BI cargo ship Umaria, 6834 GRT, built in 1946 by Wm. Gray and Co. Ltd., 

West Hartlepool.  

 

 

(South China Morning Post) 

The 6,256 GRT Cypriot freighter “City of Lobito” (ex - Lagos Palm) built 1961 by Swan Hunter and 

Wigham, Richardson Ltd., for Palm Line Ltd.; well and truly beached on Chung Chau Island’s Tung Wan 



Beach, as a consequence of  Super Typhoon Ellen in 1983. The Filipino crew were rescued and cared for 

by local villagers until the storm had subsided and they were repatriated. The owners of the vessel were 

reported as having ceased operating soon thereafter. The ship went for demolition in 1984. 

                  (USN Archives) 

A dramatic image above of the 7,606grt “USS Regulus” (ex - Escanaba Victory) firmly aground on 17th 

August 1971, due to Typhoon Rose, at Kau I Chau Island. The grounding caused massive hull damage to 

the ship and after 3 weeks attempting to salvage her it became obvious it was unviable and she was 

declared a total loss, subsequently being struck from the USN list. The vessel was progressively 

demolished in situ. 

(ST&Y) 

An earlier casualty, the 7,219 GRT, Italian Liberty ship “San Francesco” ex - Samsylvan, sank in Hong 

Kong during Typhoon Mary. She was refloated but subsequently scrapped. Typhoon Mary, also known 



as “Bloody Mary”, was an extremely damaging Typhoon in 1960, the worst to hit Hong Kong in 20 years 

and left a trail of devastation that will go down in history as one of Hong Kong’s worst Typhoons. 

At the beginning of the 1970s, the container was a developing transport technology, and therefore, 

converting existing ships proved to be of lower costs and less risk, than building new tonnage specifically 

designed for an untested market. These ships were fitted with onboard cranes, or derricks rigged for 

heavier loads, making them self-sustaining to a point, since most port terminals were not yet equipped 

to fully handle containers. They were also relatively slow, compared to today’s container ships, and 

were limited to carrying containers on their decks, and seldom in their cargo holds. Once the container 

began to be massively adopted within the 1970s, the construction and development of fully cellular 

containerships, entirely dedicated to handling containers, became a reality, and rapidly squeezed out 

those ships that were unable to compete. 

By the late 1970s “Old Tigers” were becoming far less prominent throughout the Far East. Many had 

met their demise and gone for demolition. Some Far East owners had replaced their outdated ships with 

slightly more viable tonnage, many ships becoming multi-purpose (breakbulk freighters partially 

converted for on deck containers). This was an attempt to extend the working life of their ships, which, 

in some cases were quite young in terms of age, but rapidly becoming commercially obsolete and 

uncompetitive, as containerization became more widespread, not only within Asian, but also globally.  

The world fuel crisis, which commenced around 1973 (when fuel prices increased by about $40 per 

barrel in 12 months) also expedited the elimination of much uncompetitive tonnage from Asian waters 

and was a definite catalyst in accelerating the world-wide shift towards containers. Whilst the fuel crisis 

did not only impact on Asian fleets it contributed massively to the downsizing of the world fleets in 

general. None of these factors favored the “Old Tigers of the Far East”, which were becoming less 

attractive to operate, as global influences on shipping and transportation took hold, and financial 

returns on old “conventional type” ships dwindled, with the exception of a few, specialized, or niche 

trades.  

During the 1980s, as containerization expanded, economies of scale rapidly pushed for the construction 

of larger containerships. The larger the number of containers being carried the lower the costs per TEU. 

The process became a virtuous circle, compounding larger volumes and lower costs, which significantly 

helped the diffusion of the container, as the preferred method for international trade. 

The tendency became, the use of large and fast purpose-built container ships on mainline international 

routes between major Port Hubs, from which containers were transshipped and distributed or fed into, 

by a new class of ship known as a “Container Feeder”. From the 1980’s onwards, container feeder ships, 

usually with around 500 TEU capacity with self - sustaining capabilities (nowadays much larger TEU 

capacity), began to be used extensively to feed containers in and out of major Hub Ports.  

This was also a period which saw many mergers or amalgamations within the shipping world, some 

successful and others not so, in fact it also triggered the demise of many long established and renowned 

shipping empires that had previously been premiers of the industry, which found tramp and liner 

shipping services. no longer to be an attractive or financially lucrative business. Many moved into bulk 

carriers or tankers as an alternative, sectors which continued to grow, and thrive as the world’s hunger 

for bulk commodities entered a new generation in the environs of shipping. 



By the onset of the 1980s, there were very few, if any, “Old Tigers” to be seen, except in places like 

China, Vietnam, and  North Korea, where these vessels were limited to their own domestic coastal 

trades. This signaled the ending of an era in general cargo tramp and liner shipping, only to be 

remembered in nostalgia, by us who can recall those exciting times.  

 

The ex CMB Vessel “Teniers” 

converted to carry deck 

containers. She was sold in 1981 

to Far East interests and 

renamed “Santa Clara”. 

However, her new lease of life 

in Asia did not last too long, and 

in 1984 she was scrapped. 

During the mid-1970s to early 

1980s there was some work 

remaining for this type of 

converted vessel in the Far East, 

whilst many of the smaller Asian 

Ports played “catch-up” in 

developing their container 

handling capabilities.    (Bob Scott) 

                                                                                                  

The classic replacement for 

many conventional  old 

ladies in the inter-Asia  

trades. The “Ocean Zenith” 

(formerly Stamford 1990 - 

1997, ex Kris Madura 1997 

- 2000), 6092 GRT, 8527 

DWT, one of several of a 

class built by Hakata Zosen, 

Japan in 1990’s A 500 TEU 

capacity container feeder 

vessel.  

 

 

(Unknown copyright) 

 

The author was master on this vessel for over two years when named “Kris Madura” between 1997 and 

2000, whilst under Singapore management. The vessel has since changed hands several times and is 

now the Ocean Zenith, still going strong, when last heard of in 2018.   This image was reportedly 



captured whilst at anchor somewhere in the Philippines, sometime in 2018. This was a versatile, self-

sustaining vessel, having been built specifically for the  inter-Asian container feeder trades. 

Below is an exact sister of the “Kris Madura” class, the Shenton, Singapore flag, GT 6092,  8528 DWT 

built 1991 by Hakata Zosen, Japan.  Engine B+W 2-stroke 8 cylinder,  4480kw, 16.6 kts. Pictured 

departing from Port Klang, possibly under MISC charter at the time. 

 

A few nostalgic memories of the 

Kris Madura, A good note on 

which to conclude and 

remember the happy times I 

spent sailing on her and many 

other ships over many years, 

throughout the Far East. 

                                                                                                             

                                 

 

(Unknown copyright) 

 

More sister ships of “Kris Madura” class of container feeder, this type eventually replaced many of the 

old conventional ships operating throughout Asia, feeding the mainline hub ports, once containerization 

became the norm from the 1980s onwards. 
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Finally, the “Ocean Park” of the same class, by way of contrast, seen with an almost full deck cargo of 

containers, believed to be under charter to Vietnamese interests at the time of the photograph. 



 

(AAR) 

“Time for a rest Old Tiger”.   

Depicting old vessels laid-up or awaiting demolition, a common sight in many of the backwaters of the 

Far East, during the 1960-70s. 

 

End 
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