
FEATURE THE BANK LINE STORY

The build up began 
in sail, continued 
into steam, and then 
continued into a fleet of 
modern diesel vessels. 
Like many of the 
traditional shipping 
companies, the fleet 
successfully weathered 
two world wars, and 
numerous economic 
crises, including the 
Great Depression. A 
heavy price was paid 
however. For example, 
a venture into tankers 
in the Second World 
War, owning ships with 
names beginning with 
an ‘ Inver’ prefix ended 
with the whole fleet of 
seven vessels being lost to 
torpedoes and mines from 
enemy action.

The full story of the 
Bank Line growth would 

fill a fascinating book 
or two, but this brief 
overview of the ‘glory’ 
years from a mariner’s 
perspective, only aims to 
highlight the scale of the 
growth, together with 
some of the achievements 
and some of the setbacks. 

The entrepreneurial 
owner was a young man 
called Andrew Weir, born 
into a family of cork 
merchants in Scotland, 
and he was imbued with 
the essential ingredients 
for success - hard work, 
shrewdness, and above 
all, vision. The sailing 
fleet he built up rapidly 
became the largest under 
the red ensign. 

Today, we have 
not only the benefit 
of hindsight, but a 
clearer picture of this 

the bank line story

n By ALAN RAWLINSON (England)

This is the story of a remarkable achievement. How one man built an amazing shipping 
empire throughout his long life, weathering the ups and downs along the way, and going 
from strength to strength. From 1885 onwards for well over 100 years, the iconic British 
shipping company called the Bank Line, criss crossed the globe with a fleet of up to 50 
ships. Trading to all ports in the world within 60 degrees north and south, and visiting 
remote locations on all the continents, the ships could regularly be seen in most ports 
with their distinctive buff and black funnel. For this writer, sailing on the long and 
often mysterious voyages in the 1950’s, the sight of another Bank Line ship toiling away 
in an arrival port engendered a feeling hard to describe. It was a strange mixture of 
pride, curiosity and camaraderie. Today, the ships are all gone, another victim, mainly of 
rampant containerisation, but it might be said that the special hunger for success died 
with the founder. It was a magic ingredient only gifted to true entrepreneurs.

FROM

1885 -1985

Master, Officers and crew of the Olivebank.
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sailing ship achievement, and it is 
impossible not to be awed by the 
risk that owners, and particularly 
seafarers faced in that age. Nearly 
half of the vessels met an untimely 
end from stranding, burning, or 
simply going missing on passage, 
an all too frequent ending. One 
noted graveyard in the sailing ship 
era was the trade with coal from 
Australian ports like Newcastle to 
the Nitrate loading berths in Chile. 
Looking looking through the fleet 
lists, this was the fate of at least 
three of the Weir fleet. Of all the 
handsome sailing ships built for 
Andrew Weir, the Beechbank, one 
of an eight ship order, stands out 
for she somehow managed 32 years 
afloat, a rare feat. Wrecks from the 
fleet dotted the world, for example 
at Goto Island, Japan (Ann Main), 
Goodwin sands, (Hazelbank), 
Isle of Arran, (Elmbank), 
Mozambique Channel, (Fernbank), 
Iquique Chile, (Oakbank), 
Recife, (Trafalgar), Chinchas, 
Chile, (Forthbank), Scilly Isles, 
(Thornliebank), and many more. 
Numbers of vessels were sold out 
of the fleet to Norwegian owners 

over the years, no doubt when 
good money was to be made. Then, 
only 11 short years after starting 
up, and already with a substantial 
fleet of sailing vessels, Andrew 
Weir took delivery of his first steam 
driven ship, the Duneric in 1896, 
a measure of the confidence and 
ambition that drove him forward. 
Before leaving the sailing ships, 
mention should be made of probably 
the most famous of them, the 
Olivebank. This beautiful vessel 
made fast passages, for example 
taking only 85 days from Melbourne 
to Falmouth in 1900. She achieved 
passages which were up there with 
the best of her class, and Sea Breezes 
magazine of 1935 reports in the 
‘Signal Station’ section of that time, 
Olivebank, arr. Port Lincoln, 19th 

January, 85 days from Elsinore. This 
put her firmly in the same class as 
the renowned Pamir and Passat 
and the other ‘Flying P Liners’ of 
the F Laeisz fleet. Olivebank was 
sold to Norwegian owners in 1913, 
and in 1924 became a part of the 
well known Gustav Erikson fleet 
of Finland in whose hands she 
continued to make fast passages, 
mainly in the Australian grain trade. 
In the early 30’s she was regularly 
featuring alongside the flying ‘P’s’ 
and others competing on the long 
passage from Europe to mainly the 
Spencer Gulf and back. A typical 
decent passage was around 85 to 
100 days to Falmouth, ie,. A good 
three month voyage each way. These 
hazardous passages were faithfully 
reported in the Sea Breezes. In 1939, 

LEFT: Grain Trader, Olivebank as she was known in 1936. 
Seen leaving Sydney for Falmouth (for orders). Part of the 
Gustav Erikson fleet.

BELOW: The 4 masted barque Beechbank, after launching on the Clyde 1892. She 
went on to sail for 32 years with Bank Line and subsequent owners, before being 
scrapped. A remarkable sailing ship achievement.
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Olivebank met her end when 
she was mined in the North 
Sea. A few fortunate survivors 
were rescued from a mast which 
remained sticking up above the 
waves. 

One of the talents of Andrew 
Weir was a gift for creating a 
strong network of worldwide 
agents, many of whom were also 
friends and business partners, 
and who shared independent 
trading and shipping activities 
in their own sphere. These 
bonds grew very strong, and 
they were to form the sinews 
of world wide shipping services 
that endured for decades. Over 
the years patterns emerged, 
and Lines were created with 
fixed schedules, the loading not 
always carried out by dedicated 
ships, but by company vessels 
that could be stemmed on to 
the loading ports just at the 
right time. The uninitiated 
maritime onlookers often 
referred to the Bank Line 
as a tramp operator, but the 
truth was more complicated. A 
typical voyage could consist of 
passages in world wide Liner 
trades, stitched together with 
charters arranged at the Baltic 
Exchange in London, and true 
tramping voyages. This pattern 
strengthened as time went by, 
and worked very successfully for 
more than 100 years.

Orders for the first 
steamships were given to the 
Russell & Co yard, and it was 
a characteristic of Bank Line 
buildings over the years that 
batches were ordered. It is an 
impressive list, ie, single ships 
were first ordered, namely 
Duneric and the Elleric, 
presumably to test the water, 
and then came:-

1898. 4 vessels ordered 
and named Boveric, 
Comeric, Foreric, and 
Gymeric.

1901. 2 vessels - Tymeric and 
Katanga

1901. 2 vessels - Inveric and 
Jeseric

1905. 3 vessels - Aymeric, 
Boveric(2) and Yoseric 

1906. 4 vessels - Suveric, 
Kumeric, Luceric, and 
Orteric. 

1919. 3 vessels - Luceric(2) 
Comeric(2), and 
Orteric(2)

1919. 7 vessels - Aymeric(2), 
Tymeric(2), Yoseric(2), 
Haleric, Elveric, 
Foreric, and War 
Burman

Additionally, many more 
steam driven vessels were 
added to the fleet above over 
these years, which did not carry 
the Eric suffix as they were 
purchased from the yards as 
opportunities came up. Andrew 
Weir gathered a reputation for 
taking full advantage of marked 
down prices and ‘too good to 
miss’ sales, and of course he 

was not alone in this. Some 22 
vessels with differing names 
in addition to the above list 
were added to the fleet up to 
1924, and a careful study shows 
the opportunistic nature of 
the commercially aggressive 
owner, as ships were rapidly 
bought and sold. The factors at 
play were the time honoured 

ones of market forces, ship 
prices, finance opportunities, 
and fluctuating freight rates. 
Andrew Weir firmly believed 
also in supporting British yards. 
Successful owners had to be 
mentally nimble, and shrewd 
enough to make more right 
calls than bad ones. Having the 
right type and size of vessel, one 
that offered the the optimum 
space and reliability, coupled 
with economy of operation was 

The Boveric of 1898, the third steamer to join the fleet.

crucial. Some 80 year later, 
when Bank Line and a host 
of other traditional British 
companies went into decline and 
oblivion, it could be argued that 
the owners and their Boards 
were unable to exhibit these 
rare qualities sufficiently well to 
survive. 

A move into oil engines also 
came in 1924, when Harland 
and Wolff Ltd in Govan, received 
a massive order from the Bank 
Line for 18 twin screw ships 
starting with the Inverbank, 
and which became the class 
name. Andrew Weir believed 
strongly in oil engines as the 
future, and put his belief into 
practice with this order. Of the 
total, eight vessels were to clock 
up over 30 years service circling 
the globe endlessly, another 
eight were war casualties, 
and the Forresbank was lost 
in November 1958 near Port 
Elizabeth, South Africa, after 
33 years service! The enquiry 

revealed that the oil settling 
tank in the engine room had 
overflowed due to the lid being 
open. The oil then spilt on to the 
hot engine exhaust manifold and 
the subsequent fire caused the 
crew to abandon ship, when she 
then drifted ashore. Fortunately, 
a rescue was effected and there 
were no serious casualties. Some 
50 years later, the binnacle 
was spotted adorning a fish 
restaurant nearby!

The Isipingo.

“ANDREW WEIR BELIEVED 
STRONGLY IN OIL ENGINES AS 

THE FUTURE”
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In 1929 an order was placed for a further 
four ships, this time from Workman Clarke 
(1929) Ltd, Belfast. These were single screw 
ships of 5,060 tons gross, the names being 
Deebank, Trentbank, Forthbank, and 
Lindenbank. The Deebank was sold out 
of the fleet in 1955, but served another 16 
years under other owners. The Trentbank 
was a war casualty, and the Lindenbank 
stranded in 1939 on Arena Island. 

MARITIME WORK HORSES
Just one year after this order, in 1930, 
Workman Clarke again received an order 
for four further vessels, but this time they 
were to be twin screwed. The names were 
Irisbank, Lossiebank, Taybank, and 
Tweedbank. All four went through world 
war 2, and they gave over 30 years service 
each, a testament to the designers, builders, 
and of course the crews that carried out this 
marathon service. These multiple orders 
between 1924 and 1930 were the backbone 
of the fleet for many years, and the ships 
came to be be regarded as maritime ‘work 
horses’ by many. A characteristic of their 
design was lattice type derricks, deck 
houses abeam of the masts, wood sheathed 
decks, open rails, and steam winches. 
Conditions on board were close to primitive, 
especially in the post war period, when life 
at sea was rapidly improving. The company 
kept the facilities adequate, but hand 
pumped water, and steam heated baths 
were common well into the 1950’s.

1930 saw a further order for two twin 
screw vessels similar to the Irisbank class 
but this time with eight cylinder 4 stroke 
engines. They were the Foylebank and the 
Laganbank, the latter ship unfortunately 
lost on the Maldives, eight years later. 

Then came an order in 1934 for three 
passenger vessels to run between Calcutta 
and South Africa on what became the India 
Natal service. They were twin screw ships 
with white hulls, which earned them the 

name of the Bank Line ‘White Ships’. Called 
Isipingo, Inchanga, and Incomati, after 
town’s and a river in South Africa, they 
were a great success carrying 50 first class 
passengers, 20 second class, and 500 deck 
passengers, often pilgrims or crew being 
positioned for other companies. 

In 1943, the Incomati was torpedoed 
off Lagos with the loss of one life, but the 
two remaining vessels ran until 1964 when 
they were scrapped. Over the years, the 
passenger numbers were reduced and the 
number of lifeboats went down from 12 to 8 
in accordance with the new certification. In 
their hey day they were a popular way for 
ex pat families and their relatives to travel, 
with transit ports at Colombo and Durban, 
and they were small enough to have a yacht 
like atmosphere with high quality cabins 
and fittings. Fresh water baths for the 
passengers was a novelty in 1939!

A single ship, the Tynebank was built 
in 1934 by John Readhead and Sons Ltd, 
at South Shields, and it was the time of 
the depression. She was consequently built 
slowly. Then, just pre war, three vessels 
were ordered from Harland and Wolff again. 
They were the Ernebank, Araybank, and 
the Shirrabank with the last two being 
completed in the war. The Araybank was 
bombed and sunk in 1941, but her sister 
ships made it to the breakers yard in 1963. 

Post world war 2, and like many 
British shipping companies, a number of 
Liberty ships entered the fleet, after being 
purchased from the government. Altogether, 
Andrew Weir’s Bank Line ran 13 so called 
‘Sam boats’, with 12 of them taking the 
Bank suffix. They were completely different 
from the usual ships of the fleet in many 
respects, probably the biggest difference 
being the crewing arrangements. Built 
with the accommodation centrally around 
the engine room and with a galley included 
in the block, the company chose to use 
European crews. In practice this meant 
men from the shipping ‘pool’ that was 
maintained at the ports, and although many 
fine seamen were available, the random 
nature of hiring inevitably led to some very 
disruptive voyages. There were drunken 
scenes, and many losses from the crew as 
men chose the good life ashore in Australia 
and New Zealand. Jobs were readily 
available in the 1950’s when the Liberty’s 
were in the fleet. It was not unusual in 
these years to return to the UK after a long 
voyage and the crew were all or nearly all 
replacements, as the original crew had fled 
ashore. Life on board was never dull on 
these voyages. Crewing reverted to the more 
reliable and docile Asian crews after the 
demise of the Liberty ships. The American 
build showed through in the ship design 

The Irisbank, a twin screw motorship built in 1930 and the lead ship of a 
four ship order from Workman and Clarke, all of which survived WW2 and 
went on to complete over 30 years sailing all over the globe. The author 
spent 2 years in her as third officer.

The SS Kelvinbank shortly after stranding on the remote Ocean Island in 
January 1953. Although refloated she then fouled a previous wreck from 
1926, the SS Ooma and was then abandoned. She split just abaft of the 
engine room and was pounded to pieces by the sea and swell.
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and fittings, for although the original ship 
design was a British one, the USA build 
meant that everything was noticeably to a 
higher standard. Bunks were wider, solid 
wood was used where slats would normally 
have been employed for bunk boards etc, 
and the fittings were generally chunkier. 
The central heating was powerful, and 
the steam engine below was a reliable 3 
cylinder one reminiscent of a huge ‘Tonka 
Toy’. They were a joy to sail on for many of 
the officers and crew, and they served the 
company well. The Liberty Kelvinbank 
was lost after grounding at Ocean Island 
in 1953, but the others continued to serve 
other lines long after they had been sold out 
of the fleet. 

In addition to the Liberty ships, 1945 
saw the addition of three Empire ships 
renamed as Etivebank, Lochybank, and 
Shielbank. These were single screw vessels 
that were sold out of the fleet in 1955 and 
56 relatively early after 10 year or so of 
service, the versatility of this design not 
being as great as purpose built vessels. 

POST WAR BUILDING 
FRENZY
Post war, a rebuilding programme began 
in earnest. First came three sisters in 
1948 from the Doxford, Sunderland yard, 
given names from the cardinal points of 
the Compass, Eastbank, Westbank, and 
Southbank. These were single screw 
shelter deck vessels 444ft long, with 
deeptanks for oil cargoes, and a 4 cylinder 
(5 for Westbank) opposed piston Diesel 
engine gave a speed of near 14 knots. 
These vessels were ideal for the Bank Line 
Pacific island trades, loading general cargo 
and lubricating oils out to Australasia, 
and often returning to the UK after 
sailing around the Pacific island chains 
loading Copra and coconut oil. Although 
they served this route throughout their 
lives, many voyages became longer as the 
vessels were conveniently positioned for 
other commitments to Asian, African, or 
South American ports, thus extending the 
time away. For those on board, it was a 
tantalising time, expecting to return to the 
UK after four to six months but with no 
guarantees! Of the three, the Southbank 
was lost at Washington Island in 1964, and 
the Westbank had a narrow escape when 
she was successfully towed off a beach 
on the island of Juan De Nova in 1952. 
The Bank Line had coincidentally lost the 
barque Fernbank at the same location 
back in 1902. 

Next came a six ship order from Harland 
and Wolff, again in 1953. They were 
apparently modelled on the success of the 
previous Doxford design, although slightly 
larger six cylinder engines were specified. 
The ships were called Beaverbank, 
Laganbank, Nessbank, Fleetbank, 
Cedarbank, and Foylebank, and they all 

served the company well for around 20 years 
before being sold on to other owners. 

In the late fifties, William Doxford 
received a massive order for 21 ships, both 
open and closed shelterdeck vessels, but all 
with deeptanks in the almost traditional 
design that the company favoured. These 
were delivered between 1957 and 1964 
The names were: Firbank, Riverbank, 
Northbank, Birchbank, Streambank, 
Teakbank, Wavebank, Yewbank, 
Willowbank, Larchbank, Lindenbank, 
Weirbank, Testbank, Inverbank, 
Forresbank, Trentbank, Oakbank, 
Rowenbank, Laurelbank, Hollybank, 
and Sprucebank. They all served between 
18 and 20 years approx before being sold 
on, with the exception of the Trentbank 
which was lost off Alexandria after a 
collision two years after she was completed. 
The Lindenbank fell victim to the tricky 
business of loading offshore in Fanning 
Island, in the Pacific where the water is too 
deep to anchor, and was wrecked in August 
1975.

About the same time as the Doxford 
order, Harland and Wolff in Belfast received 
a further 17 ship order which ran from 
1957 to 1964. These were the Cloverbank, 
Crestbank, Carronbank, Dartbank, 
Garrybnk, Minchbnk, Rosebank, 
Ashbank, Pinebank, Elmbank, 
Avonbank, Levenbank, Springbank, 
Olivebank,Lossiebank, Roybank, and 
Waybank. Most of these vessels had an 
uneventful life, and were sold out of the fleet 
after 13 to 15 years, but the Levernbank 
stranded in southern Peru in 1973 after 12 
years service, and was a total loss. 

A handsome pair of larger ships were 
ordered in 1962 from the new Swan 
Hunter yard. They were the Speybank 
and the Marabank, each 486ft long and 
around 6,000 tons gross, quickly followed 
by an 11 ship order, six of which went to 
William Doxford in Sunderland, and five 
built by Harland and Wolff in Belfast. 
These were bigger 15,900 ton dwt ships of 
over 500ft in length, and fitted out with 
deeptanks and a 50 ton derrick, giving them 
versatility. The names were Taybank, 

Tweedbank, Beechbank, Ernebank, 
Shirrbank, Teviotbank, Hazelbank, 
Irisbank, Nairnbank, Maplebank and 
Gowenbank. The latter ship had the 
dubious honour of being the last Bank 
Line ship to be built at Belfast, ending a 
spectacular long run of highly successful 
additions to the fleet. Then came a 12 
ship order in 1972, again from Doxford. . 
Looking at the ever growing need to lift 
containers, these orders then began to 
reflect this demand. The ships got bigger 
and modified as part container ship, with a 
modest 192 teu container capacity. Tonnage 
was up again to 16,900 dwt. The ships 
carried the traditional names of Fleetbank, 
Cloverbank, Birchbank, Beaverbank, 
Cedarbank, Firbank, Streambank, 
Riverbank, Nessbank, Laganbank, 
Crestbank, and Fenbank. A new design 
allowed for four hatches on the forepart 
with the accommodation moved aft so only 
number 5 hatch was at the after end. The 
builder provided 6 cylinder oil engines. They 
mostly had uneventful lives and were sold 
on after only a relatively short stay in the 
Bank Line fleet, the Laganbank going 
after only three years. 

Swan Hunter Shipbuilders Ltd, South 
Shields, then got a valuable six ship order 
in 1973. Called the Corabank class after the 
lead ship, they were designed to carry 240 
teu’s and had 11 oil tanks for the Pacific 
trade. Tonnage was 15,500 dwt, and the 
names were Corabank, Meadowbank, 
Forthbank, Moraybank, Ivybank, 
and Clydebank. These were relatively 
successful ships, designed as they were 
for the growing importance of the Pacific 
Islands trade. 

Next up were the ‘Fish’ class of vessels, 
a new naming sequence. None of these fine 
vessels made it into even 10 years service, 
as the trades became more difficult and 
efforts were made to form joint ventures 
and liaisons which would provide some 
stability. The company management and 
ownership went through changes occasioned 
by the death in 1975 of the Lord Inverforth, 
Morton Weir, son of the founder. Only seven 
years later in 1982, his son Roy also died 
suddenly at the age of 50 in 1982 and was 
succeeded by his brother the Hon Vincent 
Weir. Roy had inherited the title and was 
the hand on the tiller from 1975. 

The new Fish class ships from 
Sunderland Shipbuilders Ltd were given 
the names Roach, Pike, Dace, Rudd, 
Trout and Tenchbank. The container 
capacity was upped to 372 teu each, and 
the ships were given a design speed of 16.5 
knots. On launching they were intended 
for a new USA/South Africa service, but 
this was abandoned in 1987, and the ships 
sold. They were the last of the orders for 
Bank Line ships in batches, and it marked 
the end of a 100 year run of extraordinary 
success. A final ship, appropriately given the 

MV Ashbank, one of a 17 ship 
order from Harland and Wolff 
Ltd  in Belfast. Delivered in 1959. 
She inaugurated the first sailing 
from the Continent to the Pacific 
after years during which outward 
journeys were always in ballast. 



name Willowbank, the same 
as the first vessel, was ordered 
in 1980 from Smith’s dock in 
Middlesbrough, and had a 
container capacity of 768 teu to 
participate in the ill fated Bank 
and Savill Line to Australasia 
mentioned earlier. It was a 
difficult trade due mainly to the 
mix of containers, the need for 
‘dead heading’ the empty units, 
and the awkward mix resulting 
from the island trades. The 
financial implications can only 
be guessed at. 

The 1980’s therefore marked 
a downturn in activity, and 
this appears to be from a 
variety of factors, the biggest 
probably being the direction and 

commitment to shipping itself. 
The Bank Line were not alone. 
A cataclysmic change hit the 
world wide dry cargo shipping 
scene overturning centuries of 
established trades and practices, 
and although valiant efforts 
were made to introduce novel 
solutions, the decline was on. In 
1977 Bank and Savill Line came 
into being, a part container 
service to Australasia and the 
Pacific, and this struggled 
before it morphed into ANZDL 
(Australia New Zealand Direct 
Line) in 1984, and was then 
terminated in 1989, the same 
year that Andrew Weir Shipping 
was formed to bring together 

all of the Group’s shipping 
activities. There were other 
services such as the SafBank 
Line from 1979 to 1987, but the 
true unique world wide liner 
services with a large fleet of 
ships were gone forever. The 
numbers declined rapidly as 
ships were disposed of, some 
after only a few years. 

Looking back over the years, 
and viewed from well into the 
21st century, the picture is 
one of accelerated growth and 
success during the lifetime of 
the founder. New buildings 
and acquisitions forged ahead, 
almost in a frenetic way in 
the good times, reflecting the 
favourable trading conditions 

and the finance opportunities. 
The post war building 
programme, extending into 
the 1950’s, 60’s, and 70’s was 
exceptional, and it was a heady 
time for loyal and diligent 
company deck officers. They 
could expect to be in command 
of their own, often new, or near 
new ship, roaming the world 
well before they were 30. It 
wasn’t to last, and a view can, 
and perhaps should be taken, 
that business is business 
however, and opportunities are 
not limited to perpetuating a 
shipping empire. For the many 
hundreds of seafarers, and the 
incurable romantics among us, 

the passing of such companies 
is a matter of regret. We are 
left with nostalgic memories, 
a fine history, and from those 
that served on board, a sense of 
gratitude that the opportunity 
to sail the world came along 
when it did.

During his lifetime, 
Andrew Weir became the Lord 
Inverforth of Southgate, London 
in 1919 and he was accorded 
many honours. During world 
war 1, the Government had 
made him Surveyor-General of 
supply for the Army, following a 
detailed report he had prepared 
with recommendations. This led 
directly to his title after the war 
ended. 

Although the Bank Line 
was the heart of the shipping 
empire, other shipping ventures, 
such as a French subsidiary, and 
a 50% share with the Danish 
East Asiatic Company to own 
United Baltic Company were 
made. One major venture was 
into Insurance. 

In summary, it was a 
magnificent achievement for 
a young man, full of ambition 
and gifted with considerable 
business acumen to build 
up a major British shipping 
enterprise with it’s network 
of Agents and subsidiary 
companies. At the core of this 
empire was the Bank Line. 

His expertise saw a successful 
transition from sail to steam, 
commonly acknowledged to have 
been a giant maritime hurdle 
at that time, and one at which 
many others fell. Working on 
into his 90th year, and dying 
peacefully at home in 1955, 
Andrew Weir’s passing was too 
early in history for him to face 
the challenge of the container 
revolution with all his vigour. 
Who knows how this other great 
Maritime hurdle of the last 
100 years, namely the rush to 
containerise trades, would have 
been met? The virtual demise 
of the company instead can be 
viewed sadly, or perhaps even 
philosophically along the lines 
that all good things must come 
to an end. Certainly, Bank Line 
was not alone in succumbing 
to the huge challenges of the 
container revolution. It spawned 
many giant consortia in a 
world wide fanfare of publicity, 
often borne out of desperation. 
Looking back, it is clear that 
the last 50 years have been a 
catalogue of unlikely mergers 
and unholy alliances often 
between fierce shipping rivals 

as they struggle to stay in 
business, often unsuccessfully. 
The saying ‘ Big fish eat little 
fish ‘ has never been more apt 
than in the maritime world. 
Financial consequences aside, 
one major sacrifice made by 
those shipping lines eagerly 
joining shipping consortia, has 
been the blurring or loss of their 
treasured and time honoured 
identity, something which 
Andrew Weir and his successors 
fought to preserve. 

How the sea loving romantic 
in all of us might also prefer 
fading away, as opposed to the 
hard headed business approach 
of ‘survival at all costs!’ 
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Four new vessels from 
William Doxford & Sons 
Ltd in Sunderland, 
part of a big 21 ship 
order in 1957. They 
are the Oakbank, 
Taybank, Weirbank, and 
Lindenbank, the latter 
destined to be wrecked in 
1975 at Fanning Island, a 
regular remote Bank Line 
Pacific call.


