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Early English maritime expansion, and, in particular, the
Anglo-Spanish war, have been analyzed by generations of
historians. Until recently, the focus has been placed on events
and participants "at the top". In the following pages, we will
revisit that period but we shall scrutinize it from a different
perspective: this is an examination of the men of the seafaring
community and their experiences during a particularly volatile
period of maritime history.

Without a doubt, the seafaring community had to contend
with simultaneous pressures from many different directions:
shipowners and merchants, motivated by profit, hired seamen to
sall voyages of ever-increasing distance which taxed the health
and capabilities of sixteenth-century crews and vessels.
International tensions in the last two decades of Elizabeth’s
reign magnified the risks to all seamen, whether in civilian
employment or on warships. The advent of open warfare with Spain
in 1585 ushered in two major developments. Firstly, there was
the privateering war against the Spanish empire, seen by seamen
as one of the few economic benefits of the conflict. Seamen,
however, were not the only ones who went to sea for pillage and
plunder: unprecedented numbers of landsmen were also anxious to
participate in the very popular privateering war. This influx
tested the cohesion of the maritime community, largely
unprotected by a guild or trade group. The other major

development was the introduction of large-scale impressment, a
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deeply resented aspect of any naval war and one that brought
uncertainty and great hardship to seamen and thelr families.

During the second half of Elizabeth’s reign, seamen were
forced into their sovereign’s service in large numbers, a rude
shock to labourers accustomed to a great deal of employment
freedom. The Crown wrongly assumed that these men would be
content to act out their parts in a play which it had scripted,
wherein the needs of a state in crisis would take precedence over
seamen’s health and ability to earn a living. Without a naval
caste of seamen, the Crown was frustrated by the intractability
of a labour group accustomed to a high degree of "shipboard
democracy" and a higher standard of working conditions. The
relationship between the Crown and its seafarers was a "pull-
haul" between a government beset by financial problems of
fighting a protracted war on several fronts and frustrated by its
limited infrastructure, and employees forced to work in dangerous
conditions for substandard wages in an expanding economy. The
stresses of the war years tell us much about the dynamic of the
maritime community, its members’ expectations and their coping
strategies.

What follows is an examination of a group of labourers whose
livelihood, customs, and traditional freedoms were under attack.
Unable to- take advantage of the lncreasing societal need for
skilled seamen because of the power of the state, the growing
numbers of "outsiders", and their weakness as a collective,

seamen fought a defensive war: they tried to combat their



deteriorating status by holding on tenaciously to their customs
in an effort to survive their clash with the state. The fact

seamen were ultimately successful is a testament to the tenacity

of early modern work culture.
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When I was pondering what to write about in the abstract for
this dissertation, my husband suggested I could summarize my
thesis as a work on "some guys, some boats, and bad food". While
that synopsis contains a good deal of truth, I hope I have taken
my analysis beyond those limits. This dissertation explores a
number of themes involving the dynamics of the Elizabethan
maritime community and the effects of war and commercial
expansion upon that group. I have also endeavoured to understand
seamen as part of the larger society. This is a result of my
belief that naval and maritime history should be incorporated
into the mainstream of historical scholarship rather than
segregated, as has often been the case in the past. In addition
to my analysis of seafarers, I believe this study also reveals
much about the nature of early modern government and the
deferential relationship of Elizabethan society. Like all
historians, I hope to do my subjects justice and to interpret
correctly the nuances of their relationship with each other, the
Crown, and those ashore. After spending several years in this
pursuit, it i1s my greatest wish to convey the seamen’s
understanding of their world and their circumstances to the
reader.

This dissertation is the product of living in close
proximity with "my sailors". There are several people who aided

and abetted us in our on-going love affair. I welcome the



vii
opportunity to thank those who have given me so much support
during the conception, research, writing and revising of this
dissertation. I owe a great debt of gratitude to my supervisor,
J.D. Alsop, whose vast knowledge of the period and the subject
have been invaluable. His excellent editorial skills and
attention to detail have forced me to be more precise
in both my writing and analysis. Jim’s insights and the benefit
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my own findings.

I owe a great deal to McMaster University for their
financial support and to the staff of the many libraries and
record depositories who helped me in my searches. The staff at
the Guildhall Library and the Greater London Record Office were
especially helpful and generous with their time.

I would like to thank my family who have never wavered in
their support for me or my work. My husband, Andrew, has stood
by me throughout the journey, even when he had to take a back
seat to my love affair with Elizabethan sailors. It was his
strength that helped me to continue my education. My mother has
always been my much-needed sounding board. She has provided
moral and financial support when it was not forthcoming
elsewhere. My sister, Bonnie, helped my education in other ways:
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CHAPTER I

INTRODUCTION



During a lecture to the British Committee of the
International Commission for Maritime History and the National
Maritime Museum at Greenwich in 1981, K.R. Andrews, one of the
most eminent scholars in the field of sixteenth and seventeenth-
century maritime history, appealed to historians to redirect
their attention. He called upon us to readjust our focus from
the individual well-known Elizabethan mariners like Sir Francis
Drake to "those other seafaring men, whose names have been

' Since that lecture, Andrews, his colleague

largely forgotten".
G.V. Scammell, and others have expanded our knowledge of the
early modern maritime community in England. They have shown us
the "road less travelled", although the journey itself has only
begun. There is still no "magnum opus" on the subject even
though it "cries out" for a "large-scale, systematic treatment".?2
With the exception of the navy, which has been studied
extensively, the inner workings of the maritime community remain
obscure; we are only starting to discover the "other" men who
lived through an exciting and turbulent period of maritime
expansion.

Having taken Andrews’ words to heart, I have endeavoured to

be the "ambitious young social historian... quarrying away in the

Public Record Office" who tackled the subject. My intention was

'Kenneth R. Andrews, "The Elizabethan Seaman", Mariner’s
Mirror 68 (1982), 245,

2Ibid., 245.



to produce an in-depth study of the maritime community and its
components during a pivotal period in the history of England and
in maritime expansion, the 1580s to the close of the Elizabethan
age. My net was cast to include men who sailed on naval ships,
aboard privateering vessels, on merchant voyages, and pirate
ships. While there was certainly specialization within the
Elizabethan maritime community,?® there was a common pool which
furnished the labour for the various types of employment. Most
seamen found work when and where they could. Thus, the maritime
community should be studied as an organic whole, in order to
understand its true dynamics.

One of the underlying themes of this dissertation is the
effects of war on the maritime community. Thus, there 1is a
duality of purpose: we must uncover not only the practices and
customs of the English maritime community in the late sixteenth
century, but also the impact of the war of 1585 to 1604 on these
customs and practices. I have examined how the Crown attempted
to control its seamen when it suited the government’s purposes
and in other instances catered to the well-established tradition
of the seamen’s independent, peripatetic existence. The Crown
had a rather rocky relationship with its seafarers during the war
years: I have examined the short-comings and the strengths of

this relgtionship in great detail.

This is especially true of fishermen and coasters.
Although they were considered in the scope of the thesis, greater
emphasis was placed on those engaged in deep-sea voyages. This
was a decision based upon the availability of sources and a
question of focus.



At first glance, the parameters of this thesis might seem
quite narrow. The intention was to examine a brief period of
history and to understand it intimately rather than producing a
longer-ranging work that would be more superficial. Although the
fundamental emphasis of this work is on the period 1580-1603,
both secondary and primary research led me far outside these
boundaries. There are several reasons for this. Firstly, a
wider study was undertaken in order to provide an adequate
context. One cannot understand the effects of the war without
understanding something of maritime conditions before, during,
and after the conflict. Furthermore, in reconstructing the lives
and careers of individual seamen, it was necessary to include
parents as well as descendants. Given the limitations of sources
from this period, it seemed prudent to use whatever material was
available that touched on seamen in the past. Thus, the
following thesis reaches far beyond its designated framework, and
offers, to some extent, the first full-length social history of
early modern English seamen.

This dissertation is an attempt to fill the
historiographical gap which Andrews’ pointed out well over a
decade ago. Like Andrews, I have "met" many sixteenth-century
English seamen in the pages of the Admiralty records. I am on
familiar terms with several seamen, have followed their careers,
traced- their voyages, read accounts of their lives at sea, heard
their grievances, tracked down their wives and children and

listened to descriptions of their possessions. Several have
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offered me very intimate glimpses into aspects of their lives and
personalities. Yet this thesis is a composite: much of the
anecdotal evidence relates to seamen whom I "met" only briefly;
many did not leave sufficient information behind to allow us to
be any more than nodding acquaintances. None the less, each
seaman’s experiences contributed something to this undertaking.

Whenever possible, one must seize upon the opportunity to
meet seamen on a one-on-one basis and hear what they have to say
in their own words (as we do in the Admiralty depositions and in
some wills).* However, we must also give credence to what their
Admiral, commanders, employers and ship officers had to say about
seamen and their lot. Previous historians often accepted these
opinions (which were usually negative) as the unqualified truth.
Certainly these criticisms were valid in several instances.
However, the opinions of the commanders and the Crown are only
one side of the story. I have made a concerted effort to offer
both sides. It is my hope that this thesis will offer a more
balanced perspective of the men of the maritime community.

Because the work of a single historian builds upon the
groundwork laid by other historians, I have waded through the
deluge of secondary works and articles on maritime subjects, both
general histories and more specialized works. Whenever possible,

I have tried to put the experiences of the maritime community

“Many wills were formulaic but we can frequently hear the
testator’s voice amidst the standard declarations and legal
jargon. Nuncupative wills normally offer the best opportunity to
hear the testator’s voice, uncluttered by religious and legal
formulae.



into a larger context. This thesis 1s not the "final word" on
the Elizabethan maritime community, but it provides both the
first scholarly synthesis of previous scholarship and an attempt
to break new ground through a greater focus on "the other
seamen", in their occupational and private lives. I believe it
is unusual within the field of early modern English maritime
history because I have endeavoured to examine the maritime
community in an effective, larger social context rather than in
isolation. I can only hope that this dissertation advances the
study of the Elizabethan maritime community and its place within
the history of the nation, as numerically the second largest and
rapidly expanding labour pool of the age.

PRIMARY SOURCES

This investigation is grounded in primary sources which are
frequently unpublished, uncalendered and little known outside of
the specialist literature. Because the evidence arising from the
sources provides most of the factual base in the reconstruction
of the maritime community, a reader needs to be introduced to the
surviving documentation, with the strengths, limitations and
utility.

No work on Elizabethan seamen can be written without a
thorough grounding in the documents produced by the High Court of
the Admiralty. I have perused all existing documents which
relate to the period 1560-1610, hoping to study the "small
plctures" so that I could begin to reconstruct the "big picture".

By reading all the cases heard before the Admiralty Court during



this period and all the miscellaneous paperwork, I tried to view
both the trees and the forest.

The depositions relating to the Admiralty’s civil and
criminal cases are by far the most important documents I
consulted.’ Although many of the witnesses were seamen,
shipwrights, fishermen, shipowners, and merchants figure
prominently as well. Very occasionally we encounter seamen’s
wives and widows. Some witnesses have little to do with the
maritime community except that they have information relating to
a specific case. Most of these depositions, however, were given
by members of the maritime community or those connected with the
world of seafaring and trade. This community was international
in 1ts scope: although the depositions are biased towards English
witnesses, we do hear from foreign seamen and traders and hear
thelr reports. Thus, these court depositions are an excellent
way to uncover the experiences of ordinary, and obscure,
individuals.

The value of the depositions is not limited to the
information relating to the legal cases: depositions provide us
with a forum in which to "meet" several sixteenth-century
individuals. While the depositions reveal a wealth of
information on seamen’s occupational lives, the Admiralty

depositions are a goldmine of personal information as well. At

°Some of the depositions relating to privateering are
highlighted in K.R. Andrews’ English Privateering Voyages to the
West Indies 1588-1595. In addition to printed copies of
selected depositions, we also have the benefit of Andrews’
annotation.




the beginning of their depositions, witnesses gave their names,
their occupations, and their place of residence. The personal
information given by the witnesses for civil suits tends to be
more detailed than that provided by criminal cases: they told the
Court (as the result of interrogatories) their place of birth (if
different from their place of residence) and, oftentimes, where
they had moved. This gives us some indication of geographic
mobility and patterns of movement, although the records are
weighted in favour of men who lived in London (their presence in
the vicinity meant that they were usually available to appear
before the Court). When giving their occupation, men referred to
themselves as "mariners" or "sailors" but in the course of their
depositions frequently established their precise places aboard
ship. Seamen gave their ages in their civil depositions,
although seldom for the criminal cases. We can also tell a dgreat
deal about the literacy (or illiteracy) of those who gave
depositions. These examinations offer a wealth of additional
information about their lives at sea and on land - although there
is much less on the latter than the former. It was not unusual
for prominent seamen to appear more than once during their
careers, providing snapshots at several points in their
professional lives. Undeniably, these examinations are by far
the most -important source for a study such as this; they are a
key to-unlock the inner workings of the maritime community and
the surest path to meeting and understanding the men involved in

trade and seafaring during this time.



Although few sources can rival the civil and criminal
depositions in importance, there are other useful documents
associated with the Admiralty Court. One example is the letters
written by Lord Admiral, Charles, Lord Howard of Effingham (and
later Earl of Nottingham) to Admiralty Judge Julius Caesar.® The
letters afford us rare insights into Howard’s judgements and
opinions about matters directly relevant to the social history of
seamen. Howard’s correspondence shows the Crown’s concern about
the rise of maritime violence and the growing aggression of
English seamen during the war years. The Letters of Marque and
Bonds supply us with data on the privateering war, including the
names of captains and (normally) the shipmasters, expeditions,
ships and the year the letters of reprisal were granted. From
this source it is possible to tell who the leading (or at least
most experienced) privateers were and how often they were going
to sea. Furthermore, this source is vital for any evaluation of
the number of privateering expeditions undertaken during the war
years.

Intermingled with the Admiralty Court Exemplifications are a
small number of petitions to the Crown from maimed, sick or
captured seamen requesting relief or assistance. There are also
petitions from those seeking justice within the Court and beyond

it. Especially rare are the small quantity of petitions from

®Howard’s correspondence is intermingled with other
documents in the Exemplifications. Many of Howard’s letters
survive 1in other depositories especially those written by the
Lord Admiral to Crown officials and the Queen regarding the navy
in the State Papers (Domestic).



seamen’s wives. Other valuable holdings include a small number
of references to the judgements and business of the Trinity House
at Deptford. These are important as the majority of documents
relating to the Trinity House, a body which acted as an arbiter
in labour disagreement in the maritime community as well as
dispensed charity to seamen, did not survive. Those which
survive reveal much about maritime employment and how the
community regulated itself with the help of the Brethren. This
has been illustrated by G.G. Harris’ collection of surviving
primary documents from the early Stuart period. 7 Undeniably,
such a set of records would be invaluable to a study of the
Elizabethan period as it would reveal much about the inner
workings and customs of the Trinity House, the maritime community
and the seamen who became Brethren. Sadly, we have only
scattered, albeit important, references to the business of the
Deptford Trinity House in the late sixteenth century.

Several other series of HCA documents have limited relevance
to the subject under consideration, but were perused for general
knowledge and pertinent information. Appraisals, indictments,
bonds, and other miscellanea of the Admiralty Court supply us
with names of the most notorious and the leading seamen of the
day. They are very useful for the purpose of cross-referencing.
In many cases those who had frequent business with the Admiralty
Court as consultants or as appraisers were highly skilled seamen

and leaders of the maritime community. They also tended to be

"Trinity House of Deptford Transactions, 1609-35.
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property-owners and family men and therefore were more inclined
to leave behind wills and other records. Unlike their poorer
colleagues who have frequently left sparse evidence of their
existence, the elite of the maritime community have left us more
copious records of their lives afloat and ashore. This 1is also
true of those men who routinely found themselves on the wrong
side of the law. Thus, the elite and the errant have made the
historian’s task much easier. Although we must guard against
untypicality, it is their names and experiences which figure most
prominently in the sources and in this dissertation.

In addition to the Admiralty Court records, the Public
Record Office holds other government documents relating to the
maritime community. One of the most critical set of non-
Admiralty documents are the Declared Accounts of the Pipe Office.
The Declared Accounts give us detailed annual records of what the
Crown was feeding its seamen and in what quantities, the problems
of obtaining and paying for provisions, and the difficulties

caused by dearth and inflation.®

As we shall see, these accounts
illustrate the deteriorating quality of naval provisions and the
enormous difficulties created through pressure put on the Tudor
bureaucracy to equip its seamen for a large-scale and prolonged
war. Other government documents critical to one’s understanding

of sixteenth-century seafaring and the maritime community include

the State Papers (Domestic) and the Acts of the Privy Council,

8The Rawlinson Ms. at the Bodleian also contain some
documents relating to naval victualling.
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with thelr many references to seamen and their endeavours. As
relations with Spain become more and more strained in the early
1580s, maritime (specifically naval) matters consumed more and
more of the Crown’s time. These sources, along with the Statutes
of the Realm and royal proclamations, elucidate the Crown’s
attitude towards and treatment of the maritime community and the
navy. A fair amount of this material is available in print.°’

Hitherto seamen’s wills have been a source which has been
virtually ignored. The recent work of P.E.H. Hair and J.D. Alsop
has demonstrated the merit of using wills to gain information
about shipboard communities and the personal lives of

0 1 have followed their lead and used wills as the

seafarers.
foundation for studies of individual seamen, their widows,
parents and descendants. Most wills contain information on the
individual’s family and friends, residence ashore and
possessions. We can also learn much about shipboard
relationships in cases where there are clusters of wills
resulting from voyages with high mortality. Taken together, the
various wills reveal a great deal about the testators and their
crewmates. The Prerogative Court of Canterbury, the chief

probate court in southern England, includes numerous wills of

both the most eminent seamen of the day and many less celebrated

° The Acts of the Privy Council, Papers Relating to the Navy

During the Spanish War, 1585-87, and State Papers Relating to the
Defeat of the Spanish Armada vol. I and 1II.

English Seamen and Traders in Guinea 1553-1565: The New

Evidence of their Wills.
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men. Wills proved in other courts are equally worthwhile,
especially those proved in the Commissary Court of London and the
Archdeaconry Court of London. "

While last wills and testaments constitute a source that
should be utilized in any study of seamen, there are some
weaknesses. Only a minority of the populace left wills, and, not
all of these wills survive. We must bear in mind the sort of
people who tended to leave wills: although will-making was not
restricted to the well-to-do (as Hair and Alsop’s study
demonstrates) there is a relationship between wealth and the
propensity to leave a last testament. '° Thus, many of the
seamen’s wills in existence were made by the more affluent
members of the maritime community, including shipmasters,
officers and their widows. We must acknowledge that wills are
heavily weighted in the favour of the elite of the maritime
community. Even though men gave their occupation as "mariner" or
"sailor", they were seldom common seamen. Sometimes the contents
of the will bear this out: testators might tell us directly that
they were shipmasters, master’s mates, or pilots. In other cases

this is revealed in a more indirect manner: the testator

"Seamen’s wills are rarer in other courts: the Dean and
Chapter of St. Paul’s in London (at the Guildhall Library,
London), the Archdeaconry Court of Surrey and the Consistory
Court of London at the Greater London Record Office were not as
fruitful.

2Poorer seamen who died in foreign ports or at sea were
more likely to leave wills than those who died at home. Hair and
Alsop’s study 1s based on shipboard wills and thus, poor and
prosperous seamen are well-represented in their examination.
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‘frequently owned and bequeathed a silver whistle (a sure sign of
office). We can identify well respected and high-ranking seamen
in other ways as well: they were frequently named as executors,
overseers and witnesses in the wills of fellow seamen or seamen’s
widows. Furthermore, we can cross-reference sources for
additional information: oftentimes we can track these men down in
the Admiralty Court records.

Finding the wills of seamen’s widows poses greater problems
for the historian. Firstly, we are dealing with a small group.
Given the property laws at the time, married women rarely made
wills as a couple’s property was in the husband’s control. Thus,
we do not have probated wills from women who died before their
husbands. Furthermore, a large number of widows did not remain
widows for very long. Many were not in a financial position to
do so. Several identified ones remarried quickly, within a few
months. Remarriage (especially to a man from another parish)
both makes it unlikely that a will was produced and makes it
extremely difficult to track these women. Therefore, when we do
find the will of a seamen’s widow, we are most likely to find
women who were financially solvent and able to live out their
days as widows. Hence, we are looking at a very small, abnormal

group.®

BThe nature of the records also conspires to limit our
ability to locate the wills of seamen’s widows. Widows almost
always identify themselves as widows and they often gave their
deceased husbands’ names but it was rare to list their husbands’
occupations. Because of this numerous widows’ wills are not yet
identified. 1In many cases, we must depend upon record linkage to
give us the names of seamen’s widows. A small sample is made
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While possessions identified in wills give us a rough idea
of the nature of the testator’s estate, they do not give us the
whole picture. Sometimes individuals leave schedules of debts
which are helpful in assessing their economic state at the time
their wills were written or probated. If act books exist, they
do not always give us an estimate of the testator’s estate. We
are truly fortunate in cases where there is an act book in
existence and 1t contains information on the value of the
testator’s estate.

The most obvious limitation of wills is that they provide a
static picture of a seaman or his widow, their family and
possessions. Oftentimes the wills were written shortly before
they were probated. Thus, we are not always privy to the details
of the individuals’ past. Where were they born? How old were
the testators when they died? When wills contain information
about the testators’ spouses, can we ascertain whether these were
first marriages? Did they have children who pre-deceased them?
Periodically we are given some answers to the questions but much
is guess work. For instance, an individual might mention owning
property in another location distinct from their place of
residence, which could indicate a connection through kinship.
Occasionally testators are quite forthcoming: they provide us
with detailed data such as the exact nature of their

relationships with those mentioned in their wills. For example,

smaller because of our 1inability to identify positively many
widows as seamen’s relicts.
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the testator might tell us that he bequeaths his sea apparel and
navigation instruments to a former apprentice rather than just
stating he was giving John Brown the items in question.
Certainly, the former type of will is much more useful to the
historian.

Wills are a window into the testator’s life at one moment in
time but there are ways to widen the scope. Parish records are a
necessary supplement to wills; through record linkage we can
"fill in some of the blanks". Like wills, parish records are
extremely individualistic. Essentially, the character of parish
records was determined by the chronicler. The annalist might be
laconic and simply make note of the dates of parish baptisms,
marriages and burials. The records of Whitechapel in the London
suburbs for the late sixteenth century are a case in point.
However, the parish records for nearby Stepney parish are quite
the opposite. This chronicler provides us with a great deal of
information: he tells us the cause of death of many of those
buried within the parish and the names of the illegitimate
children baptized in the parish, their alleged fathers’ names and
the circumstances surrounding their conception. These “tidbits"
supply historians with some much needed data.

Sometimes we can find an individual’s date of baptism,

14

giving us an approximate age. Routinely the annalist

“The oldest parish registers date from 1538. Unfortunately
for historians, few of these early registers survive. Thus, it
1s extremely difficult to find the baptism records of the older
seamen during Elizabeth’s reign.
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recorded the child’s name, the date of baptism, the father’s
name, the section of the parish in which they lived and sometimes
we are given the father’s occupation. When compared to marriage
records and burial records, we can determine age at marriage and
death. 1In this sense, baptism dates give us that all-important
starting point. Our success in this regard depends upon whether
or not we can determine the parish in which an Elizabethan seaman
was baptized and whether or not records exist for that parish for
that period. Because seamen were so geographically mobile, many
were not baptized in the same parish where they lived at the time
of their demise. There are, however, other ways to conduct a
search of this nature. We are fortunate in that the HCA (civil)
depositions furnish us with the ages of several seamen. Marriage
allegations are another source which frequently lists ages and
occupations. Baptlism records have a greater significance: they
also allow us to see when individuals started their family, how
many children they had, and the duration between births. Because
wills and baptism records give us the names of seamen’s children,
1t is often possible to reconstruct their lives.

Marriage records are also vital. As mentioned above,
marriage allegations and bonds contain some pertinent details
about the individuals involved. For instance, marriage
allegations 1n the Registry of the Bishop of London tell us the

names of the couples, their home parishes, and their ages.’ We

"The allegations of the Bishop of London held at the
Guildhall start in 1597. The Guildhall also holds marriage
allegations for the Bishops of London, Westminster and Canterbury



are told the bridegroom’s occupation and the bride’s status
(widow or spinster). Normally we are given some background on
the bride’s family: whether or not her parents were alive and her
father’s occupation. It is rare to learn much about the groom’s
family, as he was almost certainly "of his own government". The
witnesses vouch for the fact that the union had been blessed by
the parents or guardians. Unfortunately, London marriage
allegations for this period are not plentiful, thereby limiting
utility.

Like baptism records, the entries in parish records
recording marriages are usually brief.' We are told the
couples’ names, the dates and places of the marriages. In some
instances we are given the groom’s occupation and the bride’s
status (spinster or widow). In the course of this study,
marriage records were used to calculate seamen’s age at first
marriage and whom they were marrying. I wanted to discern
marriage and remarriage patterns of London seamen and their
widows, daughters and sisters. When seamen chose their brides,
did they look to "their own kind"? Did they select women

associated with the maritime community? How common was

in printed form. Those who can not consult the originals should
obtain Joseph Foster’s London Marriage Licenses 1521-1869.

'®In addition to the original records, one can also consult
Boyd’s Marriage Index for Middlesex and London ¢.1538-1837 which
is on microfilm at the Guildhall Library. Occasionally, marriage
records can be found in printed form as in the case of Thomas
Colyer-Fergusson’s The Marriage Registers of St. Dunstan’s,
Stepney 1568-1634 vol. I.
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remarriage for widowers and widows? How rapidly did remarriage
take place? Did the survivors choose mates associated with the
maritime community? Marriage records also allow us to see what
sorts of marriages seamen’s children were making.

Burial records proved equally useful. If a seaman left a
will, we can estimate the approximate time of his death from the
date of probate,'’ but burial records tell us when and where a
person died, and occasionally the cause of death. The biggest
weakness of burial records in reconstructing the lives of seamen
is that many men died at sea or in parishes and countries other
than their own. Burial records are more forthcoming in regard to
seamen’s families. They usually give us the date of burial of
seamen’s wives, children and in some cases, the burial dates of
parents and siblings. While all this information is important
for its cumulative value and in the reconstruction of the
framework of individual lives, it proved particularly useful in
tracing the children of seamen (both the ones who did not live to
adulthood and those who did). There is usually more information
in the parish clerks’ memo book (if they survive); in addition to
the deceased’s name, parish and date of burial, there is
typically an account of the expenses associated with the burial.
In cases of suspicious deaths, sometimes there is information on

the circumstances of the death and the ensuing investigation.

"Normally wills were probated within a few months of the
testator’s death. We can expect that wills were probated more
guickly if the testator died at home rather than at sea or in a
foreign port.
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Clerks’ memo books also supply us with information on the
collection of alms and parish charity. It was not unusual to
find seamen collecting alms during the war years by virtue of the
Lord Admiral’s license. Although the petition for the license to
begior travel might exist within the Admiralty records, the memo
book of a specific parish can tell us the names of those who
prevailed upon a given parish for assistance and how much they
received.

Other useful parochial sources include vestry minutes and
churchwardens’ accounts. They supply data on parish affairs and
the names of the community’s elite who dealt with the
administration of the parish. While more work needs to be done
on the subject, preliminary research indicates that in London men
engaged in maritime trades tended to populate Thames-side
parishes and the elite dominated parish administration therein.
The parish of St. Dunstan’s, Stepney was run almost elusively by

8 However, such men are noticeably

mariners and shipwrights.’
absent from parish involvement in London parishes away from the
Thames such as St. Dunstan’s in the West and St. Dunstan’s in the
East. Was Stepney an aberation or are there other seaside

parishes which were governed almost exclusively by men of the

sea?' Vestry minutes and churchwardens’ accounts can be useful

'®0ne may consult the original vestry minutes book for
Stepney at the Greater London Record Office. See also G.W. Hill

and W.H. Frere’s Memorials of Stepney Parish which is the
annotated version of the vestry minutes from 1579 to 1662.

Although the tithe collectors’ book and the vestry memo
book exist for the near-by parish of Whitechapel, they are not
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in that they allow us a brief glimpse into the extra-occupational
activities of some seamen. The seamen and shipwrights who
provided leadership for their parishes tended to be the same men
who left wills, acted as executors and witnesses for the wills of
others, and at some point, testified as expert witnesses before
the Admiralty Court. While the records note that these men were
absent on occasion, they must have spent enough time on shore to
participate in the running of their parishes. Unlike common
seamen, these men could afford to spend a fair amount of time at
home. These men, at least, were not disconnected from the land
community, but, as well, maintained links to the maritime
community in which they had prospered.

Thus, with luck, the historian can attempt to reconstruct at
least the broad outline of the events of a seaman’s life. 1In
conjunction with wills, parish records can enrich our
understanding of the personal lives of some of the more obscure
seamen. Record linkage with Admiralty Court records and other
government documents provide still more data, although it 1is
often of an occupational nature. Taken together these sources
provide us with information about life at sea and seamen’s lives
ashore. By utilizing all available sources, our efforts can save
these men from obscurity and reconstruct some of the inner
workings of the maritime community.

Such research has many limitations. We are constrained by

sufficient, and unlike Stepney, we know little of the inner
workings of the parish administration of Whitechapel.
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the nature of the sources themselves. Reconstruction of this
nature depends upon the paper trail left by the individual and
how many records still survive. In most case we are limited to
the more sedentary seamen; certainly research is facilitated by
the fact that some seamen spent much of their formative years in
a specific location. If the individual was particularly mobile,
we are at a distinct disadvantage. Of course research of this
nature is also biased toward men who did leave records of their
existence: the highly skilled and affluent men were the ones who
tended to make wills, appear before the Admiralty Court, marry
and have children, purchase property, and become involved in
their respective parishes. Thus, many of those men under
examination were the elite of the maritime community. I
acknowledge this bias in my research. I do not presume that the
life experiences of these men were the same as the less skilled
men of the maritime community who were doubtless on the verge of
poverty, more transient, and in numerous cases unable or
unwilling to start a family. The records are also biased in
favour of seamen from London and the south of England. There are
several reasons for this. Firstly, as mentioned above, the
location of the Admiralty Court in London biased the work and
witnesses towards the London area and the south-east in general.
Secondly, the port of London had by far the greatest volume of
shipping in the realm, and it was expanding rapidly. In
particular, by this period it dominated overseas trade, and was

the home port for the great majority of large sea-going vessels.
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Thirdly, the Thames river and estuary remained the greatest
center of naval activity, and this figured prominently in the
paper trail left by the Elizabethan government. Fourthly, due to
the naval and mercantile prominence of the area, London’s
population of seamen was undergoing a steep demographic rise in
the late sixteenth and early seventeenth centuries, much of the
increase filling in the waterside parishes of the eastern
suburbs.?® Limitations of time and opportunity, and the gquest for
record linkage, led to the decision to focus the parochial
reconstruction of the lives ashore of seamen and their families
in this thesis exclusively to the London area. I hope that
future research rectifies this imbalance. It would be most
helpful to examine other maritime centers as points of
comparison.

Our search for information is not restricted to government
and parish documents. We can glean information from contemporary
(or near contemporary) accounts of seamen and seafaring. Perhaps
the most insightful work is that of Sir Richard Hawkins, the
lesser known son of a famous father, Sir John Hawkins. Richard
was an Elizabethan and Jacobean sea captain in his own right.

Hawkins’ Observations are a vivid description of the customs,

abuses, grievances and hardships of seamen. 2" Hawkins makes it

abundantly clear that seamen were difficult to manage and despite

Ralph Davis, The Rise of English Shipping Industry.

213ir Richard Hawkins. The Observations of Sir Richard
Hawkins.
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the best efforts of the maritime and naval hierarchy, seamen’s
customs, expectations and (bad) habits endured; attempts to
eradicate or curtail these customs and expectations were
ineffectual. Hawkins’ work is unusual in that he focuses
attention on seamen themselves. For my purposes, this is by far
the best contemporary narrative account of seafaring for this
period because it reveals, along with the biases of the author,
so much about the maritime community and shipboard life.

Other accounts are valuable as well. In his multi-volumed

Naval Tracts, Sir William Monson, a late Tudor and early Stuart
captain, deals with many issues touching the navy and the
maritime community in the late sixteenth and early seventeenth
centuries. Truly, any historian studying seafaring during this
period will benefit from Monson’s work. He provides accounts of
specific voyages undertaken during the Elizabethan period as well
as essays on topics including maritime customs and hierarchy,
discipline, ordnance, shipbuilding, diet and naval policy. Of
lesser relevance are Boteler’s Dialogues and Raleigh’s Judicious
and Select Essayes and Observations. Both are wide ranging but
have limited information on seamen. Hakluyt’s magnum opus, The

Principall Navigations of the English Nation, concentrates on

noteworthy voyages undertaken during this period of maritime and
economic expansion. Hakluyt does not delve into issues such as
shipboard dynamics or the seamen involved but one must not
overlook the accounts of specific voyages and expeditions

undertaken by the great seamen of the period and reproduced in
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the pages of Hakluyt or elsewhere. Such records necessarily deal
primarily with exploration, trade, privateering, navigation, and
naval strategy, rather than shipboard relations and customs.

With the exception of the commanders involved, these narrative
accounts tend to downplay or ignore the role of the crews
involved. For the most part, “petty" officers and their
subordinates rarely warrant more than a mention unless the crew
was aggrieved, 1ll or had done something extraordinary. However,
we do acquire a portrayal of life at sea from the perspective of
those in command, and a careful search ylields some interesting
and pertinent material. The diary of Richard Madox, an
Elizabethan chaplain who went to sea with Edward Fenton’s
expedition in 1582, 1s very interesting in its record of
shipboard relations and particular individuals in the fleet. 2
Its value, though, is limited somewhat by the fact that as a
cleric, Madox was an "outsider" to the maritime community and did
not fully understand its inner workings. Arguably, Captain Luke
Foxe’s work is more worthwhile because Foxe was an experienced
seaman, an "insider" to the maritime world; we can put stock 1in
his opinions of seamen and seafaring. Foxe does deal briefly
with shipboard relations and the more obscure seamen but not in

as much detail as we might wish. 23

%2See Richard Madox’ An Elizabethan in 1582: The Diary of
Richard Madox, Fellow of All Souls. As opposed to later periods
when shipboard diaries are plentiful, Madox’ diary is valuable
simply because it exists and has survived.

33ee Captain Luke Foxe’s North-West Foxe of Fox from the
North-West Passage. Several primary accounts of expeditions have
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Most contemporary accounts of shipboard life were written by
the elite of the maritime world. Thus, when the crew was the
topic of discussion, we view them through the eyes of their
superiors. This bias must be taken into account. The Admiralty
Court depositions illustrate that the subordinates’ reports are
often quite different from those in authority. Therefore, we
must tread carefully.
HISTORIOGRAPHY

Standard studies of Elizabethan maritime affairs typically
paid scant attention to the social history of seafarers.? The
seminal works of maritime history reflect the trend to view

history from “the top". % Traditionally the navy has been

been printed: Keeler’s Sir Francis Drake’s West Indian Voyage
1585-6, Werner’s The Expedition of Sir John Norris and Sir
Francis Drake to Spain and Portugal, 1589, and Raleigh’s Works (8
vols). There are also records of the less successful adventurers
of the Elizabethan period: Quinn’s Voyages and Colonising
Enterprises of Sir Humphrey Gilbert and Warner’s The Voyage of
Sir Robert Dudley to the West Indies 1594-95. Although not an
eyewitness, Raleigh wrote a description of Sir Richard
Grenville’s defeat in The Last Fight of the Revenge wherein
Raleigh saw the Revenge’s battle against a Spanish contingent in
terms of its symbolism: the noble English crew waging a brave
fight against overwhelming odds.

%See Sir Julian Corbett’s two-volume set, Drake and the
Tudor Navy, and Michael Oppenheim’s classic The Administration of
the Royal Navy 1509-1660 and its companion piece, "The Royal and
Merchant Navy Under Elizabeth".

2 Clowes’ multi-volumed set, The Royal Navy: A History from
the Farliest Times to the Present, is very much in the mold of

Corbett and Oppenheim. More recent works written in the 1950s and
’60’s follow the path forged by Corbett, Oppenheim and Clowes in
the late nineteenth century. See Christopher Lloyd’s The Nation
and the Navy, Michael Lewis’ History of the British Navy, G.J.
Marcus’ A Naval History of England I: The Formative Years,
Michael Duffy’s "“The Foundations of British Naval Power", Evelyn
Berckman’s Creators and Destroyers of the English Navy and
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studied in isolation but some of the most recent works are useful
in seeing the navy in its larger context - as-part of the
maritime community.®® There are also a host of more specialized
works written by historians of the past and the present which
contribute to our understanding of various aspects of the navy.?
In general, the historiography of the Elizabethan navy has been
dominated by works which concentrate on naval activity during the
critical year of 1588.%% Few of these accounts offer information

on the social history of seamen, although more recent offerings,

Admiral Sir Herbert Richmond’s The Navy as an Instrument of
Policy 1558-1727.

?°See K.R. Andrews’ Ships, Money and Politics (1991) and
D.M. Loades’ The Tudor Navy (1992).

’For works on naval administration, see C.S.L. Davies’ "The
Administration of the Royal Navy Under Henry VIII: The Origins of
the Navy Board", Tom Glasgow Jr.’s "Maturing of Naval
Administration 1556-1564", W.G. Perrin’s "The Lord High Admiral
and the Board of Admiralty", and Ronald Politt’s"Bureaucracy and
the Armada: The Administrator’s Battle". In addition to these
articles on the Tudor naval administration, there are number of
interesting works on other aspects of the navy which, although
highly specialized and narrow in their focus, taken together they
expand our knowledge of the Elizabethan navy: J.J.N. McGurk’s "A
Levy of Seamen in the Cinque Ports, 1602", Tom Glasgow’s
"Viceadmiral Woodhouse and Shipkeeping in the Tudor Navy" and
Isobell Powell’s "The Early Naval Lieutenant". Powell also wrote
two other articles of note: “Seventeenth Century "Profiteering"
in the Royal Navy", and ""Shipkeepers" and Minor Officers Serving
at Sea in the Early Stuart Navy". Although the latter two deal
with the seventeenth century, they are relevant to our
understanding of the early modern navy.

Zror the Spanish slant on the Armada campaign, see the
account of Francisco Cuellar, an Armada survivor, in The Story of
the Spanish Armada. See also J.A. Froude’s The Spanish Story of
the Armada, Garrett Mattingly’s The Defeat of the Spanish Armada
and W.P. Ker’s article "The Spanish Story of the Armada” is worth
consulting.
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some occasioned by the fourth centenary of the first Armada,®
give much more attention to seamen® while perpetuating the
overwhelming concentration on the events of 1588.%" One might
well argue that the Armada campaign is over-represented in the
literature. 3 Historians are, however, breaking new ground.

This trend is evidenced by recent works that give special
emphasis to the experiences and expectations of naval seamen. In
other words, these naval histories discuss topics and issues

33

which are usually the preserve of social historians.

In addition to the multitude of articles and books which

2See David Thomas’ Illustrated Armada Handbook.

0see Peter Padfield’s Armada and Felipe Fernandez-Armesto’s
The Spanish Armada.

3In addition to these more general accounts of 1588, there
are a number of more specialized studies which concentrate on
various aspects of the Armada saga. See J. Holland Rose’s "Was
the Failure of the Spanish Armada Due to Storms?", David Waters’
"The Elizabethan Navy and the Armada Campaign", Martin Hume’s
"Some Survivors of the Armada in Ireland”, E. Armstrong’s
"Venetian Despatches of the Armada and its Results" and the
essays contained within God’s Obvious Design: Papers for the
Spanish Armada Symposium, Sligo, 1988. Some writers have used
England’s war with Spain as an opportunity to advance an agenda.
See T.B. Collinson’s "A Warning Voice from the Spanish Armada",
Patrick Brian MacCarthy’s "An Unsafe Treaty: How a Successful War
Was Followed by an Injurious Peace, 1601-1618", and Geoffrey
Callender’s "The Real Significance of the Armada’s Overthrow" and
"The Naval Campaign of 1587".

%2 However, there are works which focus on the other
campalgns of the Anglo-Spanish war. See C.S. Goldingham’s "The
Expedition to Portugal, 1589", J.F. Ruthven’s "Wars by Land and
Sea, 1588-1592: Tenison’s Elizabethan England, vol. VIII", and
Winston Graham’s The Spanish Armadas.

3see Bernard Capp’s Cromwell’s Navy and N.A.M. Rodger’s The
Wooden World.
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deal with the Elizabethan navy, there exist a number of works
relating to naval seamen in other periods which raise
provocative questions. Much of this thesis deals with seamen’s
customs and expectations. Frustrated expectations usually led to
protest or, in extreme cases, mutiny - a phenomenon not confined
to the Elizabethan navy.® 1In addition, there were other forms
of illicit behaviour in the navy which have only started to be
explored by maritime historians. *

Without a doubt, treatises on the navy tend to dominate the
field of maritime history although historians have, to a lesser
extent, explored other aspects of the maritime community.

There is a dearth of scholarly studies on the English

privateering war, for instance.®® Likewise, scholarly works on

Elizabethan piracy are wanting;¥ there is no large-scale

3% J.D. Alsop’s "A Regime at Sea: The Navy and the
Succession Crisis", Joseph Price Moore’s "The Greatest Enormity
That Prevails: Direct Democracy and Workers’ Self-Management in
the British Naval Mutinies of 1797" and Nicholas Rogers’ "Liberty
Road: Opposition to Impressment in Britain During the American
War of Independence".

¥See Arthur Gilbert’s "Buggery and the British Navy, 1700-
1861".

3%6gee Neville Williams’ The Sea Dogs: Privateers, Plunder
and Piracy in the Elizabethan Age and R.G. Marsden’s "Early Prize

Jurisdiction and Prize Law". See also K.R. Andrews’ Elizabethan
Privateering and Trade, Plunder and Settlement which are by far
the best accounts of Elizabethan privateering.

3 See David Mathews’s article, "The Cornish and Welsh
Pirates in the Reign of Elizabeth" and C. L’Estrange Ewen’s
"Organized Piracy Round England in the Sixteenth Century". More
recent works include John Appleby’s "A Nursery of Pirates: The
English Pirate Community in Ireland in the Early Seventeenth
Century" and B.R. Burg’s Sodomy and the Pirate Tradition.
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examination of the subject.*® In sharp contrast to studies on
privateering and piracy, there are many on seamanship and
exploration during the age of maritime expansion.?® There are
also a number of helpful works which reveal much about trade and

the merchant marine. “° Shipowning and shipbuilding were integral

1 have tried to provide information on pirates and piracy
in this dissertation whenever sources permitted a reliable
analysis. This is difficult due to our lack of source material.
The main source of information on pirates is the depositions
taken for criminal cases. Judging from their statements and the
high degree of contradictory information, frightened witnesses
often lied or distorted the truth in an effort to avoid
punishment. Our lack of complementary sources leaves us at a
great disadvantage. Hence, the relative absence of studies on
pirates might be explained by the unreliability of much of the
source material.

*David W. Waters’ The Art of Navigation in England in
Elizabethan and Early Stuart Times, G.V. Scammell’s "European
Seamanship in the Great Age of Discovery",J.R. Hale’s Renaissance
Exploration, J.H. Parry’s The European Reconnaissance and The
Establishment of the European Hegemony: 1415-1715, Arthur
Bryant’s Freedom’s Own Island: The British Oceanic Expansion, and
C.E. Carrington’s The British Overseas. For works on
colonization, David Beers Quinn’s "The Lost Colonists" and Joyce
Youings’ "Did Raleigh’s England Need Colonies?". For works which
focus more specifically on trade and shipping, see Ralph Davis’
The Rise of the English Shipping Industry in the Seventeenth and
Eighteenth Centuries and "England and the Mediterranean, 1570-
1670", R. Brenner’s "The Social Basis of English Commercial
Expansion", N.J. Williams’ The Maritime Trade of the East Anglian
Ports, 1550-1590, Ronald Politt’s "John Hawkins’s Troublesome
Voyages: Merchants, Bureaucrats, and the Origin of the Slave
Trade" ,Pierre Jeannin’s "The Sea-borne and Overland Trade Routes
of Northern Europe in the XVI and XVIIth Centuries", and J.S.
Kepler’s "“The Maximum Duration of Trading Voyages from Various
Parts of Europe to London, c. 1577".

““See G.V. Scammell’s "The English in the Atlantic Islands
c. 1450-1650", Pauline Croft’s English Mariners Trading to Spain
and Portugal, 1558-1625", Patrick McGrath’s "Merchant Shipping in
the Seventeenth Century: The Evidence of the Bristol Deposition
Books", C.H. Dixon’s unpublished Ph. D. dissertation," Seamen and
the Law: An Examination of the Impact of Legislation on the
British Merchant Seamen’s Lot, 1588-1918", E.H.W. Meyerstein’s
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parts of this period of maritime expansion as well as being a key
to understanding the upper echelon of the maritime community. We
are fortunate 1in that works discussing shipbuilding, tonnage, and
the shipowners are fairly abundant.

There is no work which provides us with anything other than
a superficial understanding of the inner workings of the merchant
marine in the early modern period. How were novices trained?
What were the hiring procedures of employers? What were the
obligations and "rights" of employees? How and what were seamen
paid? Did the merchant marine have means to regulate its
membership? Truly, we are in need of a substantive study of
maritime labour and employment which addresses these gquestions.
There are, however, some works which examine aspects of the
maritime labour and the merchant marine, and therefore contribute
(albeit in a fragmented manner) to our knowledge. Because the
Trinity Houses were the closest thing to a guild that the
seafaring community had, we can learn much about the inner

workings of the maritime community by examining them. Most of

"Troubles in Devonshire Mariners in Spanish Ports, 1550", Carl
Bridenbaugh’s Vexed and Troubled Englishmen and Rayner Unwin’s
The Defeat of John Hawkins.

“’see G.V. Scammell’s “Shipowning in the Economy and
Politics of Early Modern England", Donald Wirral’s “Ships,
Masters and Shipowners of the Wirral 1550-1650", K.N. Chaudhuri’s
"The East India Company and the Organization of its Shipping in
the Early Seventeenth Century", Brian Dietz’ "The Royal Bounty
and English Merchant Shipping in the Sixteenth and Seventeenth
Centuriles", R.W. Unger’s "The Tonnage of Europe’s Merchant Fleets
1300-1800", as well as Tom Glasgow Jr.’s "List of Ships in the
Royal Navy from 1539 to 1588 - The Navy from its Infancy to the
Defeat of the Spanish Armada" and "Vice Admiral Woodhouse and
Shipkeeping in the Tudor Navy".
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the extant studies focus on the (original) Trinity House at
Deptford which dispensed charity, settled wage disputes and
oversaw pilotage in the London area. Undoubtedly, the best study

is G.G. Harris’ The Trinity House at Deptford 1514-1660.% F.W.

Brooks explores an attempt by the Hull Trinity House to regulate
the wages of the merchant marine in the mid-sixteenth century and
in doing so touches on the responsibilities and duties of seamen
in the merchant marine, (that i1s to say their "job
descriptions”). Less illuminating are W.R. Chaplin’s article
"William Rainsborough (1587-1642) and His Associates of the
Trinity House" and Hilary P. Mead’s Trinity House. *

The best analysis of manning the merchant marine 1s G.V.
Scammell’s "Manning the English Merchant Service in the Sixteenth
Century" which explores the problem of finding large numbers of
skilled seamen required to sail sixteenth-century vessels. He
touches on manning rates, the hazards and opportunities inherent
in seafaring, and he also briefly explores recruitment and

training, wages, and age structure. Gillian Cell’s English

Enterprise in Newfoundland 1577-1660 focuses on the deep-sea

fisheries; Cell’s study is a succinct exploration of the nature
of this form of maritime employment and touches on many of the
same issues which Scammell explores.

With the exception of a handful of articles, maritime

“2see also Alwyn A. Ruddock’s highly competent assessment,
"The Trinity House at Deptford in the Sixteenth Century".

43see Brooks’ "A Wage-Scale for Seamen, 1546".
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apprenticeship and training are areas which have been neglected
by maritime historians. W.L. Goodman’s study of a Bristol
apprenticeship register® is a very brief look into
apprenticeship and indentures; the sample is so small that we can
draw few conclusions. John Webb’s "Apprenticeship in the
Maritime Occupations at Ipswich, 1596-1651" is a thought-
provoking article but is also very limited in its scope. E.G.
Thomas’ "The 0ld Poor Law and Maritime Apprenticeship" is a short
analysis of pauper boys who were placed with seafaring masters as
a way to reduce or eliminate the problem of poverty. While these
small-scale studies are helpful when considered together,
maritime apprenticeship and training remain largely unexplored
themes.

Studies which explore the nature of life afloat have been
more plentiful in recent years. Without a doubt we have moved
away from an era when maritime historians were consumed by
tactics, battles, ordnance, rigging and navigation. In short,
social history has made inroads into traditional maritime and
naval history. Provisioning has received a fair amount of
attention. Because seamen’s grievances often concerned their
food and drink, the topic must be mentioned in any discussion of
shipboard living. R.C. Holmes’ "Sea Fare" is an elementary
treatment of the subject, while G.V. Scammell’s “The Sinews of

War: Manning and Provisioning English Fighting ships c¢. 1550-

“gee "Bristol Apprentice Register 1532-1658: A Selection of
Enrolments of Mariners".
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1650" 1s an interesting article which addresses the problems of
victualling vessels in this period. %

It is difficult to discuss the seamen’s diet without
considering the health problems which resulted from seamen’s
provisions. David Waters“ provides the reader with a basic
understanding of the relationship between diet and the "plague of
seamen". Two of the best works on this subject are by G.J.

" and James Watt.“® Milton~Thompson and Watt probe

Milton-Thompson®
the multiple nutritional deficiencies in seamen’s diets and the
health problems which resulted from their provisions. Milton-
Thompson focuses on gradual nutritional improvements to the
sallor’s diet over the centuries. Watt concludes that multiple
nutritional deficiencies, aggravated by very high alcohol
consumption, had profound consequences on the outcome of British
circumnavigations. Despite the fact that these works do not
touch on seamen in the sixteenth century, we can draw some
cautious generalizations about seamen’s diet and nutrition over

the long-term.

Although most historians take for granted that morbidity and

“part of the problem with any analysis of maritime
apprenticeship is the lack of primary sources. Much of my
research on maritime apprenticeship in the London area rests
largely on anecdotal evidence.

% see "Limes, Lemons and Scurvy in Elizabethan and Early
Stuart- Times".

4"Pwo Hundred Years of the Sailor’s Diet".

“8"some Consequences of Nutritional Disorders in Eighteenth
Century British Circumnavigations".
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staggering mortality rates were an unfortunate by-product of
maritime expansion, few have probed any deeper into the issue of
health and heath care afloat. What was the role of the shipboard
medical practitioners and care-givers? What was the nature of
health care afloat? The most comprehensive study is undoubtedly

J.J. Keevil’s multi-volumed work, Medicine and the Navy. There

are a number of smaller works on health and the practice of
shipboard medicine. J.D. Alsop’s "Sea Surgeons, Health and
England’s Maritime Expansion: The West African Trade 1553-1660"
examines the high mortality which afflicted seamen who sailed to
Africa. Alsop’s article also analyzes the gualifications of
seafaring medical personnel, the conditions of their employment,
and the sea surgeons’ lives afloat. James Watts’ "Surgeons of
the Mary Rose: The Practice of Surgery in Tudor England" 1is a
fine article which explores the nature of sixteenth-century
medicine. His research has benefitted from the ongoing
investigation of Henry VIII’s flagship, the Mary Rose, which was
raised from the ocean floor in the 1980s; the discovery of a
medical chest in what remains of the surgeon’s cabin has expanded
our knowledge of Tudor naval medicine. 1In his article, Watts
briefly explores the nature of Tudor medical practice and puts
the sea surgeon’s craft in this larger prospective. “°

The practice of religion among the maritime community is yet

4 Isobell G. Powell wrote on the subject over seventy years
ago. While informative and competent, Powell’s "Early Ship
Surgeons" (1923) has been surpassed by both Alsop and Watts’
works.
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another topic which has not been researched adequately. Many
historians have been too ready to accept the idea that
Elizabeth’s seamen were heavily influenced by their devotion to
the Protestant religion; several historians see religion as one
of the motivating factors which spurred the sea-dogs on in the

naval and privateering war with Spain.°>®

While it is extremely
difficult to gauge the level of belief among seamen, we can study
the nature and frequency of their religious services as some

indication of religious observance and belief. Gordon Taylor’s

The Sea Chaplains explores the history of clerics at sea. To my

knowledge, this is the only work of its kind. For our purposes,
the main weakness of Taylor’s study is that the wide scope of the
book necessitates that he does not probe deeply into any given
period. Therefore, his study of sea chaplains during the
sixteenth century is very limited. Much of what has been written
about Elizabethan seamen and religion has focused on English
prisoners of the Spanish Inquisition. Although F. Aydelotte’s
"Elizabethan Seamen in Mexico" was written over fifty years ago,
it remains an interesting account of Hawkins’ seamen and their
ordeal at the hands of the Inquisition. P.E.H. Hair’s
illuminating article, "Protestants as Pirates, Slavers, and

Proto-Missionaries: Sierra Leone 1568 and 1582", also explores

UBernard Capp is one of the few historians to attempt an
analysis of the English navy and religion. In Cromwell’s Navy,
Capp explores the relationship between naval seamen and
Puritanism during the Interregnum and comes to the conclusion
that the rank and file were generally resistant to the more
strident form of Protestantism.
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the problems between England’s seamen and the Inquisition. Both
articles show the very real dangers to Protestant seamen who were
taken before the Inquisition. Furthermore, both accounts are
useful in dispelling the myth that many of England’s seamen

belonged in the pages of Foxe’s Acts and Monuments. What 1is

particularly interesting is that their responses during
interrogations show that, in most cases, English seamen were not
adept at pretending to be Catholics even when they were trying to
convince their captors of their adherence to the Church of Rome;
simply put, the inhabitants of England had moved too far away
from orthodox Catholicism since the reign of Mary. Because the
primary accounts tell us that many "heretic" seamen were
sentenced to be rowers in the Spanish galleys, we must explore
the nature of this form of punishment. Ruth Pike’s "Penal
Servitude in Early Modern Spain: the Galleys" explains the legal
background and the nature of galley slavery.

It has been stated that the purpose of this thesis 1is to
redress an historiographical imbalance: the need for a large-
scale, in-depth examination of the Elizabethan maritime community
and the experiences of seamen. While I readily acknowledge my
debt to those historians and the works already mentioned, my debt
is even greater to those I am about to discuss. Theilr interests
and research correspond closely with my own; they have laid the
foundations for my dissertation. Florence Dyer’s article "The
Elizabethan Sailorman" 1s a very early (1924) example of works

which discuss the great mass of unknown seamen. While Dyer’s
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article is informative and remarkable for its unusual focus
considering the period in which it was written, it has been
surpassed by more recent works such as Andrews’ "The Elizabethan
Seaman". Andrews’ article is more than a call to arms for
maritime historians, it is a thoughtful analysis of seamen and
the maritime community in the latter half of the sixteenth
century. Joyce Youings’ “"Raleigh’s Country and the Sea" explores
the role of the West Countries’ seamen in Elizabethan expansion;
Youings’ article is particularly illuminating on shipboard
relations and seamen’s employment patterns. John Laffin’s Jack
Tar and Christopher Lloyd’s The British Seamen 1200-1860 are both
good overviews of British seamen and life afloat through the
centuries. Although both Laffin and Lloyd have written a number
of books in the field of maritime history, these books are not

intended to provide deep analysis. Evelyn Berckman’s The Hidden

Navy and Henry Baynham’s From the ILower Deck do not focus on

Elizabethan naval seamen but they are useful in their exploration

of the working conditions and experiences of British naval

seamen.>’ Some of the most provocative works on seamen are

contained in the anthology Jack Tar in History. Many of these
essays ask questions and examine topics which have previously
been ignored. Valerie Burton’s "The Myth of Bachelor Jack"

challenges the traditional perception that seamen were rootless

51Perhaps the biggest advance in our knowledge of the
shipboard experiences of Tudor naval seamen has resulted from the
archeological work of The Mary Rose Trust. For information about
the findings of the archaeologists, see Margaret Rule’s The Mary
Rose.
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rovers. Margaret Creighton explores sailing ships as
"institutions of masculine indoctrination" in "American Mariners
and the Rites of Manhood, 1830-1870".

Besides these books and articles, there are a number of
works which allow us the opportunity to meet some of those
heretofore nameless seamen. Certainly, the historiography has
been dominated by accounts which focus on the most famous of
Elizabethan seamen; no general history of maritime expansion or
the naval and privateering wars can be written without frequent
references to the accomplishments and failures of the great
seamen. However, with the exception of a few re-assessments,
biographies of the most illustrious seamen tend to plough the
same furrows time and time again. Thus, maritime biographers
have increasingly turned to micro-studies of the more obscure
seamen.”? Even when taken together these small studies do not
amount to a competent understanding of the Elizabethan maritime
community. These articles can be used to best effect as case
studies, as tools to help us answer larger guestions about the
maritime community. They are particularly useful in tracing the
lives and careers of the maritime elite. However, we need a
larger number of these micro-studies to enable us to make firm

conclusions.

*Richard Boulind’s "Tudor Captains: The Beestons and the
Tyrrells", W.R. Chaplin’s "William Rainsborough (1587-1642) and
His Associates of the Trinity House", Andrews’ "Christopher
Newport of Limehouse, Mariner", David B. Quinn’s "“Christopher
Newport in 1590", M.L. Baumber "An East India Captain: The Early
Career of Captain Richard Swanley", and John Webb’s "William
Sabyn of Ipswich: An Early Tudor Sea-Officer and Merchant".
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Some of the best works on Elizabethan seamen to date are
those which reveal information on the lesser known seamen and
address larger issues as well. Donald Woodward’s "Ships, Masters
and Shipowners of the Wirral 1550-1650" uses seamen’s wills to
assess their economic situation. P.E.H. Hair and J.D. Alsop’s

recent offering, English Seamen and Traders in Guinea 1553-1565,

consists of transcripts of eighty-nine wills and their insightful
commentary on these wills. This study provides us with an
excellent opportunity to “meet" individual seamen and to
investigate thelr relationships with their crewmates. Because
Hair and Alsop’s analysis is based on a fairly large sample of
seamen’s wills and because they have managed to amass most of
those wills relating to the Guinea voyages during the period
1553-65, we may draw some substantial conclusions about the
social and economic relationships of Tudor seamen. For my
purposes, this study is extremely valuable as it allows for a
point of comparison for my own analysis of seamen and their
wills.

It 1s obvious from this study (which is by no means
exhaustive) that the field of maritime history is a rich one.
It will be equally obvious that this thesis borrowed liberally
from the wealth of secondary material in addition to primary
documentation. Hopefully I have incorporated both types of
sources into an insightful analysis which will take us a step
further in our quest for information about the Elizabethan

maritime community and those men whose occupational and private
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lives have remained shrouded in mystery for centuries.

What follows is a lengthy examination of various aspects of
Elizabethan seafaring. We begin with an analysis of training and
manning the maritime community. We can tell much about the
internal dynamics of this group by exploring how they educated
youths in the ways of the sea. This 1is especially important when
we understand that this was largely a self-regulating system;
apprentices were trained through formal and informal channels
in the absence of external regulations. Even in the face of
external threats such as an influx of landsmen and the demands of
the Crown in wartime, these customary methods endured: men in the
various types of maritime employment were trained in the same
ways as their forbearers were.

We will move next to a discussion of the nature and basis of
authority, discipline and the maritime social order. It will be
evident that the exercise of authority was a complex matter based
on co-operation and calculation rather than unwavering compliance
on the part of the rank and file. The relationship between
governors and governed was deferential but it was definitely a
reciprocal one: those in authority could not maintain order when
they violated the customs and frustrated the expectations of
their subordinates. While there was a harsh system of discipline
in place in order to frighten the timid into good behaviour, it
was hardly sufficient to maintain order in the face of a
disgruntled crew. We shall see that this system of maritime

justice was not the straight-forward practice it might appear to
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be. Maritime justice functioned according to formal and
informal discipline - a two-tiered system based on the intentions
of the guilty party. While maritime discipline could indeed be
harsh, authority had other means at its disposal to deal with
errant seamen.

The fourth chapter of the thesis deals with sub-culture,
labour relations and the role of custom. A discussion of the
values and beliefs of Elizabethan seamen is essential to
understanding their collective identity. Despite a myriad of
forces that tried to alter seamen’s behaviour and sub-culture,
they clung tenaciously to precedent and maintained their
established expectations. It will be argued that seamen’s
customs endured a prolonged attack and that this turbulent period
further refined English seamen’s sense of identity.

Following an examination of customs and labour relations, we
will turn to a discussion of victualling, morbidity, mortality
and health care. This chapter contains an in-depth discussion of
seamen’s diet and the nutritional consequences. It will be
demonstrated that the quality of their diet deteriorated during
the sixteenth century because of several factors. In addition to
nutritional deficiencies, occupational injuries and high rates of
morbidity posed considerable problems for personnel and shipboard
objectives. The various sectors of the maritime community faced
these challenges in differing ways and with varying degrees of
success. Because the preservation of their health determined

their future livelihoods, health care and survival loomed large
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in the minds of seamen. Their concern and the growing health
perils inherent in an age of maritime warfare and expansion
resulted in the growing presence of surgeons on shipboard.
Traditionally, the responsibility of health care extended beyond
shipboard: employers normally paid for the care of sick and
injured employees put ashore for treatment. However, because of
its ability to force men to serve, the navy did not have to
uphold the traditional maritime practice of paying for sick and
injured seamen when they were put ashore for treatment. As a
result, seamen’s customary freedom to weigh risks against
possible remuneration was eradicated. Late in the century, the
Crown broke new ground in terms of acknowledging a financial
responsibility to its disabled veterans. As we shall see, this
system proved inadequate.

The appendix covers seamen’s lives ashore. It is an
exploration of "Jack Tar, the bachelor" and married seafarers.
It will be demonstrated that ties that bound the maritime
community together at sea are evident ashore as well. Married
seamen had more reason to spend time ashore and took more
interest in their home parishes than those without families to
anchor them to a specific place. The unmarried were truly the
itinerant seafarers of popular legend.

It iIs hoped that these discussions of the dynamics and
internal operations of the maritime community, in conjunction
with an examination of the pressures exerted upon seamen and

their customs will shed some light on the subject. By examining
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the training, hierarchy, operation of authority, customs of the
maritime community as well as seamen’s health, and time ashore, I
hope to paint a reasonably complete picture of seamen’s

occupational and personal lives.



CHAPTER II

TRAINING AND MANNING THE ENGLISH MARITIME COMMUNITY
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The Anglo-Spanish war of 1585 to 1604 brought new
opportunities for seamen. In addition to merchant voyages,
exploration, fishing and piracy, privateering' and naval
expeditions provided employment throughout the late Elizabethan
period. Following the outbreak of the war in the 1580s there were
changes to the more traditional forms of seafaring. Many voyages
combined trade and privateering, blending new and old forms of
employment. These new opportunities also drew landsmen attracted
by plunder, patriotism, Protestantism, or simply by-employment in
an era of steady 1inflation and population growth. Military
objectives of the navy and privateers altered the peacetime
composition of the maritime community by allowing soldiers and
other landsmen aboard in greater numbers. They joined the ranks of
those afloat.® The end result was a broadening of the maritime

community in terms of employment opportunities and membership.®

'  Privateering expeditions were commissioned by the

government. Letters of marque granted the bearers the right to
take prizes during wartime and interupt the commerce of the enemy.

2 Kenneth  Andrews, Elizabethan Privateering: English
Privateering During the Spanish War 1585-1603 (Cambridge: Cambridge
University Press, 1964), 40.

3> Measuring the membership of the maritime community can only
be done in the broadest of terms. The most complete surviving
surveys were conducted by the Crown in 1582-3, before tensions with
Spain had escalated into open warfare. We do know that expansion
of the maritime sector continued throughout Elizabeth’s reign,
drawing men to the sea 1in increasing numbers. The dramatic
expansion in shipping following the first decade of Elizabeth’s
accession continued throughout her reign and beyond it: the total
tonrage of English shipping more than doubled from 1572 to 1629.
Christopher Lloyd, The British Seaman 1200-1860 (Great Britain:
Collins, 1968), 34; R.W. Unger, "The Tonnage of Europe’s Merchant
Fleets 1300-1800", The American Neptune 52 (1992), 254; Ralph
Davis, The Rise of the English Shipping Industry (1962; rpt. Great
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While seamen viewed themselves as tradesmen of the seas, they
lacked a nation-wide craft infrastructure to enforce uniform
training, to monitor hiring practices or to protect their
membership from outsiders. Seamen conducted themselves as
individual agents motivated Dby self-interest. Yet, they had a

collective consciousness: they adhered to recognized customs of

Britain: David and Charles, 1972), 2-10; N.J. Williams, The
Maritime Trade of the Fast Anglian Ports 1550~-1590 (Oxford:
Clarendon Press, 1988), 215-24; Kenneth Andrews, Ships, Money and
Politics: Seafaring and Naval Enterprise in the Reign of Charles I
(Cambridge: Cambridge University Press, 1991), 203-5. It is a safe
assumptilon that manpower increased proportionately because manning
rates remained fairly constant. G.V. Scammell, "Manning the
English Merchant Service", Mariner’s Mirror 56 (1970), 132.

The Crown’s surveys during the early 1580s found that there
were between 16,255 and 17,157 seafaring men in the realm. William
Laird Clowes, The Royal Navy: A History from the Earliest Times to
the Present vol. I (London: Sampson, Marston and Co., 1897), 439;
Lloyd, 34. The 1583 survey showed that there were 16,255 men 1in
England "accustomed to the water": 1484 masters, 11,515 mariners,
2299 fishermen and 957 Thomas wherrymen. See William Laird Clowes,
The Royal Navy: A Historv From the Earliest Times to the Present
vol. I, 439. Presumably apprentices and ship’s boys were not
included as they were technically not subject to impressment (these
surveys would ultimately be the basis for mustering seamen). Given
seamen’s high degree of mobility and long absences, many escaped
enumeration. The surveyors’ methodology allowed for grave
inaccuracies. In Devon for instance, the important ports of
Dartmouth and Plymouth were not included; Joyce Youings’ work shows
that the survey underestimates the number of Devon shipmasters by
fifty percent. Joyce Youings, "Ralegh’s Country and the Sea",
Proceedings of the British Academy 75 (1989), 282. Thus, we have
reason to assume that thousands of England’s seamen were never
accounted for in these surveys. Part-time seamen and pirates no
doubt are also underrepresented. Moreover, landsmen who would take
to the sea during the war years would soon swell the numbers of the
maritime population. Although contemporary sea captain William
Monson was in all likelihood magnifying the situation, he claimed
that the "the number of seamen and sailors are increased treble..."
by the privateering war alone. Sir William Monson, The Naval Tracts
of Sir William Monson vol. IV (Great Britain: Navy Records Society,
1913y, 21. Undeniably, after 1585, the ‘“sweet trade of
privateering" attracted thousands of Englishmen to the sea. Lloyd,
British Seaman, 36-8.
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their trade despite the want of a guild. The established methods
of socializing youths, training, and hiring were not affected by
the demands of the war. Although the range of employment options
increased, seamen used the same criteria to seek employment:
adequate remuneration for calculated risk and recognition of their

"pseudo-independence".*

As a trade group seamen did not - or could
not - endeavour to take advantage of the increased demand for their
labour; they merely strove to preserve their liberties in the face
of wartime impressment, the influx of landsmen and related
developments. Essentially, they attempted to function within the
maritime community as they had prior to the war: they clung to
established methods of apprenticeship and hiring which had proved
adequate for the needs of the maritime community in the past.
While the Crown'’s expectations of seamen in naval service were
contrary to many of the traditions of peacetime seafaring, the
state did not attempt to regulate the inner workings of the
maritime community. In part, this can be attributed to the
limitations of the bureaucracy of the early modern state. The
state was either unwilling or unable to eradicate seamen’s "pseudo-

independence" or bend them to its purposes. However, seamen were

weak as a collective; unlike some other trade groups they could not

4 M. Oppenheim, ed. The Naval Tracts of Sir William Monson
vol. IV, 245. The nature of this term will be explored fully in
the pages to come. For our purposes here, we can define seamen’s
pseudo-independence as freedom from guild regulation and the
ability to negotiate the terms and times of one’s employment.
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avoid or mitigate compulsory service.’

Protest against service and
conditions was usually conducted on an individual basis or in small
groups (as will be demonstrated below). This could take many
forms, including open defiance or passive resistance.

Due to the state’s very limited development of a standing
navy, Elizabethan England lacked a separate naval class of seamen.
Hence, the state’s wartime needs necessitated seamen leaving their
more traditional forms of employment for extensive campaigns.
Frequently, the end result was forced naval duty for resentful
civilian seamen convinced of their customary right to contract out
their own labour on their own terms and for relatively short
commitments. While few seamen had the financial security not to
work for long periods of time, very few were employed continuously;
even the poorer seamen had inactive periods. In civilian
seafaring, each individual chose when to contract out his own
labour; seamen’s employment schedule was dictated by their own
needs as well as the vagaries of the marketplace. Since seamen

sought employment on their own terms, they had to be willing to

actively seek it out: they had to be prepared to travel to where

> For example, Company negotiations with the state afforded
the Barber-surgeons of London some protection from impressment:
although the state’s quota had to be met, the Company chose the men
for sea and army duty. This proviso was one of the conditions of
their charter. The membership of the College of Physicians managed
to avoid sea service altogether. Since physicians treated internal
allments, they would have been better suited (in theory) to treat
the greatest killers of the fleet: diseases and epidemics.
Christopher Lloyd, The British Seamen 1200-1860, 43; J.J. Keevil,
Medicine and the Navy 1200-1900 wvol. 1 (Edinburgh: E. and S.
Livingstone, 1957), 70; ZKenneth Andrews, Trade, Plunder and
Settlement: Maritime Enterprise and the Genesis of the British
Empire 1480-1630 (Cambridge: Cambridge University Press, 1984), 28.
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jobs were the most abundant and wages were the most lucrative.
Procurement of one’s next voyage could involve a high degree of
mobility. As will be demonstrated, for men accustomed to such
self-reliance and freedom in their employment dealings, naval
service was not only "inconvenient" for seamen, it violated their
sense of worth and independence. Furthermore, it interfered with
each individual’s schedule, employment pattern, and earning
potential.

The absence of career naval seamen meant that the state did
not have a large group of loyal and skilled men bred to accept
greater risks, harsher discipline, rigid hierarchy, lower wages or
poor shipboard conditions associated with the navy. Lack of state
or guild standardization of maritime apprenticeship and the absence
of a naval training program in peace or war meant that the state
had no control over the calibre of men it impressed or attracted to
its service. Essentially the Crown relied on traditional
approaches to increase, gather, and train manpower in times of
national emergency.

The following discussion of the various aspects of manning
will demonstrate how truly individualistic the members of the
maritime community were, how conscious seamen were of the value of
their own labour and their customary "rights", and how tenaciously
they clung to their traditional practices. The lack of a guild did
not obstruct seamen’s awareness of themselves as skilled craftsmen.
Clearly, this was present and will be illustrated through an

analysis of seamen’s attitudes regarding their labour, the power of
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the individual to make his own employment contracts, and the
traditional freedom to choose the nature of his own work. These
themes re-enforce E.P. Thompson’s observation:

The conservative culture of the plebs as often

as not resists, in the name of "custom", those

economic innovations and

rationalizations...which the rulers or the

employers seek to impose.®
Naval activity had hithertofore been largely sporadic 1n nature.
However, England’s war against Spain was the first to depend so
heavily on 1its navy for a protracted period. Hence, the
traditional employment and customs of a major occupational group
were subjugated to the military requirements of the state. Because
of the different recruitment patterns of the army and the navy,?
the maritime community was the first economic group to feel the
full force of the expanding early modern state. While the state
could coerce its seamen to serve, it could not dominate them: their
consciousness of their conventional practices and independence was
not altered. Forced employment temporarily annulled established

customs but it did not eradicate seamen’s underlying sense of

entitlement to certain "rights". Because military service was seen

® E.P. Thompson, "Eighteenth-Century English Society: Class
Struggle Without Class?", Social History, 3 (1978), 154.

" Unlike seamen, the nation could scarcely afford gainfully
employed militiamen to leave their regular work for long periods.
Thus, Elizabethan troops which were sent abroad depended on local

levies of «civilians, generally drawn from the unemployed,
underemployed, and less skilled sector of society. Few of these
men had any training in the art of war. C.G. Cruickshank,
Elizabeth’s Army, 2nd. ed. (London: Oxford University Press,

1%66),12, 25, 131-3.
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by the Crown in temporary terms, no effort was made to re-socialize
seamen for their naval roles. The state realized its basic
requirements without fundamental alteration or intrusion; the
seafaring community therefore retained its customary
characteristics and ethos.

APPRENTICESHIP AND EXTERNAL REGULATION

Sixteenth-century socliety used service as a means to train and
educate its young both for life as part of the adult community and
for their specific occupations.? Although information on
Elizabethan maritime apprenticeship is meagre,® the available
sources indicate that formal and informal apprenticeship to the sea
had the same basic goals as service on land: technical education
and social discipline.'® Apprenticeship had the added advantage of
providing economic benefits and an inexpensive source of labour for
the master.

Despite the greatly increased demands for seamen during the
war years, apprenticeship and training remained wunaltered:
standards were upheld through individual instruction and not by any
type of collective or state directives or monitoring. The Statute
of Artificers (1563) was the only significant attempt by the

Elizabethan state to regulate and expand apprenticeship laws for

® Philippe Aries, Centuries of Childhood: A Social History of
Family Life,trans. Robert Baldick (New York: Alfred A. Knopf, 1962)
192-3, 290-1.

° E.G. Thomas, “The 0ld Poor Law and Maritime Apprenticeship",
Mariner’s Mirror 63 (1977), 153.

0 c.M. Trevelyan, History of England vol. II, 3rd ed. (New
York: Doubleday Anchor Books, 1953), 137.
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every craft, mystery, or occupation throughout the kingdom. This
legislation required a minimum seven-year apprenticeship, but this
was very rarely enforced.”

The lack of regulations governing maritime apprenticeship can
be attributed to seamen’s lack of a formal guild although the
Trinity Houses of Hull, Deptford and Newcastle assumed some of the
duties of a guild.' These private foundations were principally
concerned with pilotage and dispensation of alms but also provided
mediation to settle disputes within the maritime community without
divisive recourse to law. Proposals for more formal and uniform
organizations to regulate the standards of these "craftsmen of the
sea" were a feature of the Elizabethan period.'™ England lacked a
comprehensive national system to regulate navigators and pilots
such as existed in Spain and Portugal.” In Spain, for instance, all

masters and pilots were examined and authorized by the pilot-major.

" penry Williams, The Tudor Regime (1979; rpt. Oxford:
Clarendon Press, 1979), 153-4.

12 See G.G. Harris, ed. The Trinity House of Deptford
Transactions, 1609-35 (Great Britain:London Record Society, 1983),

ix and xiv; G.G. Harris, The Trinity House of Deptford 1514-1660
(London: Athlone Press, 1965).

BThis function was a central feature of all formal guilds in
this period, indicative of the presence of strong employment-
centred conceptions of community.

4 Andrews, Elizabethan Privateering, 40.

G.v. Scammell, "European Seamanship in the Great Age of
Discovery", Mariner’s Mirror 68 (1982), 363-4. There is evidence
that Henry VIII modelled the Trinity House at Deptford on the
Spanish model of pilotage, the India House at Seville. See A.A.
Ruddock, "The Trinity House at Deptford in the Sixteenth Century",
English Historical Review 65 (1950), 463.
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Master navigator Stephen Borough proposed that England establish a
program on the Spanish model. A draft royal commission was drawn
up 1in 1564 naming Borough as "Cheyffe Pilote of this owr realme of
Englande". He would be granted the same powers as the Spanish
pilot-major: all masters and pilots of ships over forty tons burden
would have to be examined and certified by Borough and his
deputies. Seamen navigating without authorization would be fined
20 shillings. Similarly, officers such as bocatswains,
quartermasters, and master’s mates would also be required to pass
an examination. The commission, however, was never confirmed."
Other national programs to educate navigators and pilots in the new
mathematical methods of navigation were proposed but came to
nothing." Likewise, the idea of a corporation of naval gunners was
advanced but never materialized." Although Elizabeth’s Parliament
enacted "fish days" to foster the fisheries and provide a training
ground for seamen,'” there were no mechanisms to uphold standards

outside 1individual apprenticeship and "natural selection", the

® pavid W. Waters, The Art of Navigation in England in
Elizabethan and Early Stuart Times (London: Hollis and Carter,

1958), 105.

7 G.V. Scammell, "European Seamanship in the Great Age of
Discovery", 364.

' pRO SP 12/147/189.

Y G.v.scammell, "The Sinews of War: Manning and Provisioning
English Fighting Ships", 356. "Fish days" were not a new concept.
Edward VI enacted legislation which made Fridays, Saturdays, and
Ember days fish days under penalty of fines and imprisonment.
Oppenheim, Administration of the Royal Navy, 108; 2 & 3 Ed. VI
c.19, 5 Eliz. c.5 The Statutes of the Realm vol. IV part 1 (London:
Dawsons of Pall Mall, 1962), 165, 422, 424.
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elimination of the unskilled and careless as a result of the
various hazards inherent in sixteenth-century seafaring. Trinity
Houses and merchant companies made efforts to monitor the abilities
of their memberships but evidence suggests that there was a dearth
of qualified men within these increasingly technical fields.?°

The failure to develop such programs can, in part, be
explained by inertia. The Elizabethan state normally avoided
innovation in favour of convention. The Queen’s policy towards her
navy was to employ previously tried methods: by enforcing "fish
days" she hoped to train and employ seamen; by offering bounties
for shipbuilding she encouraged private employers to construct
large vessels which could be hired by the Crown during a crisis
without the costs of upkeep and maintenance; and impressment
furnished seamen for her navy. Privateering was also an old
practice: by issuing letters of marque, Elizabeth hoped to wage her
war against Spain and turn a profit. In light of these policies,
it is not surprising that the Crown was ultimately unwilling to
sponsor or fund a national project. The absence of such a program
is consistent with the Crown’s unstated policy of relying on
traditional practices and keeping interference in the maritime
community to a minimum. Borough, for example, was merely named as
one of the four ordinary masters of the Queen’s navy and left to
advance his recommendations for skilled mariners within the more

limited sphere. Although the Crown briefly considered sweeping

®williams, The Maritime Trade of the East Anglian Ports 1550-
1590, 230.
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regulation of the maritime community, it retreated from such
intrusion. The monitoring of skilled navigators was left to the
Trinity Houses of the realm. The Crown’s neglect of national
regulation of skilled seamen was probably influenced by the Trinity
Houses: Borough’s proposed program would have expropriated their
established rights in regard to pilotage. Since Elizabeth
confirmed the existing Trinity House charters at her accession, the
Crown was left with a conflict between vested interests and
innovation. Ultimately, the state was content to utilize the
infrastructure already in place.?

For their part, most seamen were independent craftsmen who
concentrated on their own livelihoods at the expense of the
collective. Seamen were used to acting as individual agents who
set the terms of their own employment. Borough spoke of seamen
skilled in new navigation techniques who "wold not gladly teach
[each] other, for hinderinge of their oune lyvinge".?’ Crews could
band together when necessity required, but self-sufficiency was
deeply engrained. Without a gquild to lead or speak for the
collective, seamen were not accustomed to acting or thinking in
terms of the greater good of all seafarers. It was left to men
such as scholar and propagandist Richard Hakluyt or to a self-
promoter such as Stephen Borough to advocate training programs.

Yet most shipmasters «clung to the traditional methods of

®" Waters, The Art of Navigation, 105-108.

2 Ipbid., 105.
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navigation: there was a deep distrust of "mathematical seamen".?
Experience, in most seamen’s view, was still the best teacher.?

In the absence of guild or state regulation, individual
mariners made decisions to apprentice boys to the sea for their own
reasons. The needs of the state in wartime were irrelevant to the
process: apprenticeship was based on training youth for peacetime
roles in the maritime community. The state encouraged parishes to
indenture pauper boys as seamen at the local authority’s expense as
part of the state’s attempt to control the growing problem of
vagabondage and poverty.?> This was the Crown’s only intervention
and it was not unique to Elizabeth’s reign or to periods of
sustained naval warfare.?® Maritime apprenticeship was characterized
by continuity, not change.

LEGAL BASIS OF APPRENTICESHIP

A fortunate few seafarers were formally indentured to

mariners. Formal apprenticeship within the mercantile marine was

usually restricted to those boys whose parents could afford to

23 Lloyd, The British Seamen, 29.

24  Andrews, Trade, Plunder and Settlement, 29-30.

% See Anne Daly, Kingston Upon Thames Register of Apprentices
1563-1713 (Guildford: Surrey Record Society, 1974), viii. The
original act was 27 Henry VIII c.12 (1530-31) but was re-enacted
under Edward and Elizabeth. 1 Ed. VI c.3 (1547); 3 and 4, Ed. VI
c.16 (1549-50) and 39 Eliz. c.3 (1597-8) E. G. Thomas "The 0ld Poor
Law and Maritime Apprenticeship", 153, 160. The increase 1in
vagabondage prodded the Crown into passing legislation to set the
able-bodied poor to work. G. Renard and G. Weulersse, Life and Work
in Modern England (1926; rpt. London: Routledge and Kegan Paul,
1968), 93, 96.

% Thomas, "The 0ld Poor Law and Maritime Apprenticeship", 153.
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indenture them or to pauper children educated at the expense of the
parish. It was not until late in the next century that the state
began to apprentice pauper boys to the navy itself, thereby
providing boys with a trade as well as serving its own need for
manpower.?’ If these youths survived to complete their training they
would enter the skilled elite of the maritime community.
Apprentices’ indentures were binding and set out the respective

8 Masters were bound to

obligations of the servant and master.?
educate the boy in his craft, "soe farre as the capacitie of the
saild [youth] shalbe hable to receyve the same"; they provided meat,
drink, bedding, and "washing and wringing" in addition to "all
other thinges necessarie for such an apprentice".29 Many masters
agreed to supply clothes "boothe lynnen and woollen, hose and
shoes". In return, apprentices were expected to work for their
masters, remaln unmarried during their indenture, to stay out of
taverns and alehouses, to refrain from playing unlawful games, and

generally behave themselves.?® At the end of service, apprentices

were often provided with a double set of apparel, one for holy days

27 1pid., 157.

% paly, Kingston Upon Thames Register of Apprentices 1563-
1713, wviii.

2 John Webb, "Apprenticeship in the Maritime Occupations",
Mariner’s Mirror 46 (1960) 31.

®contemporaries like William Gouge also believed that this
relationship had a spiritual component: "it followeth that seruants
in performing duty to their master performe duty to Christ, and in
rebelling against their master they rebell against Christ...".
William Gouge, Of Domesticall Duties (London, 1622), 641.




57

and one for work days.¥

This was standard in many trades, as was
a gift of money and tools of the trade at the conclusion of an
apprenticeship. For seamen, seabeds, chests, sea-gowns, and
sometimes navigational instruments were to be provided on the
successful completion of training.®? Terms of the indenture could
be influenced by the soclo-economic status of the parents and the
masters and frequently varied even among individual masters. For
instance, the indentures for James Robson’s two apprentices were
dissimilar: both servants were simultaneously granted their freedom
under the terms of Robson’s will in 1602 but Richard Wilcocks’
indenture promised him 40 shillings, navigational instruments and
two sets of apparel "for the holliday and workday". Edward Collins
was to have only 20 shillings and two sets of apparel.®® Sometimes
masters provided a significant amount of money. In their wills
some seamen set down generous sums for thelr charges at the
completion of their training: master Philip Grimes gave his
apprenticed servant £10, boatswain Thomas Ivett provided his

servant with £6, while mariners Robert Freeman and John Blome each

contributed £5 for their apprentices.®® These examples provide an

31 Wwebb, "Apprenticeship in the Maritime Occupations", 31; See
also PRO, PROB 11/124/230, PROB 11/65/33.

*2 Webb, "Apprenticeship in the Maritime Occupations", 32;W.
L. Goodman, "Bristol Apprentice Register 1532-1658: A Selection of
Enrolments of Mariners", Mariner’s Mirror 60 (1974), 29-31; Joyce
Youings, "Raleigh’s Country and the Sea", 269.

35 PRO PROB 11,/102/182.
3 PRO PROB 11/92/79: Guildhall Ms. 9171/22/228v; PRO PROB,

11/57/271, 11/65/11-v; See Daly, Kingston Upon Thames, xv; Webb,
"Apprenticeship", 31.
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indication of the sums granted in expectation of full and faithful

service.>®

A gift of £5 would be sufficient to equip a youthful
skilled seaman and provide him with basic maintenance for a month
of two while he sought employment.

Because apprentices were technically indentured to both the
master and his wife in the land and sea trades, servants of
deceased masters could be expected to fulfil their term in their
mistress’ service.*® For example, boatswain Thomas Ivett’s third
apprentice, Anthony Barber, was given over in his last will and
testament to his widow’s care and supervision.?’ This bond to both
seaman and spouse is reflected in the 1607 will of apprentice John
Roche of Whitechapel: "and whatsoever becometh of me in this voyage
is due to my Master [Francis Giles] and my dame his wife...". 38

Boys routinely began their training between the ages of twelve

and seventeen for the land trades.3?® From available documentation

3> The possibility exists that the sums begueathed to
apprentices in wills were higher than those given at the end of
contracts. Some prudent testators felt the need to purchase future
loyalty for their widows.

* Anne Yarbrough,"Apprentices as Adolescents in Sixteenth
Century Bristol", Journal of Social History 13 (1979), 69. See also
Goodman, "Bristol Apprentice Register", 29-31; Webb,
“Apprenticeship", 34.

37 Guildhall Ms. 9171/22/228v. See also PRO PROB 11/124/230,
Guildhall Ms., 9171/18/274, 9171/18/260v.

38 Guildhall Ms. 9171/21/92v.

3. Yarbrough, "Apprentices as Adolescents", 68. There was no
fixed age for children to leave home. In the case of servants in
husbandry in rural areas, children began their training anywhere
from ten to fourteen. Ann Kassmaul, Servants in Husbandry in Early
Modern England (Cambridge: Cambridge University Press, 1981), 70.
London apprentices, especially migrants, were markedly older (late
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we can say that maritime apprenticeships follow this pattern.“
There were always exceptions to the rule. Boys did go to sea at
even younger ages: thirty-year old William Bonfield of Weymouth
Melcombe Regis claimed that he had been a seaman for twenty years.®
It was not unusual to find ten year olds aboard although it is
uncertain if they were in apprenticeships.*’ There were also youths
who came relatively late to the sea: masters Robert Duke and Lucas
Barfoote were apprenticed at eighteen, and master Thomas Kerwoode
and gunner James Jennings began their careers at age twenty.?

The boy’s age at the time of the indenture was obviously only
one of many considerations: the timing of the indentures was also
determined by the parents’ ability to pay an apprenticeship

premium, to select a suitable master, and their willingness to part

teens and early twenties) at the time of the signing of indentures.
Steven Rappaport, "Social Structure and Mobility in Sixteenth-
century London", London Journal IX (1983), 115-16.

40 PRO HCA, 13/32/-2, 13/35/143-v, 13/31/164, 13/32/248v-9v,
13/33/213v~-214v, 13/26/38-v, 13/26/74v-5, 13/28/37v-8v, 13/28/48-
9v, 13/28/74-5v, 13/28/83-4, 13/28/ 90, 13/28/112-13, 13/28/115-16,
13/28/125-6v, 13/28/127-8, 13/30/268v-9, 13/31/81-v, 13/32/31,
13/32/357v-8v, 13/32/363, 13/33/261, 13/33/310v-11, 13/33/311,
13/33/312v, 13/34/120-21v,13/34/188-9v, 13/35/96-v, 13/35/97-v,

13/35/132-3, 13/35/143-4, 13/35/351-v. Unfortunately for
posterity, apprenticeship records rarely record the age of the boy
at the time of indenture. Most evidence involves backward

projections from subsequent testimony under oath, and 1is
necessarily imprecise. See Goodman, "Bristol Apprentice Register
1532-1658", 29-31.

41 PRO HCA 1/44/220.

“2 PRO HCA, 13/33/312v, 13/34/120-1v; Webb, "Apprenticeship in
the Maritime Occupations", 34.

43 PRO HCA, 13/28/74-5v,13/30/268v-9, 13/30/268v, 13/32/357v-
8v. See also PRO HCA 13/30/132-3.
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with their son and his economic contribution to the household
economy. It was also based upon striking a mutually beneficial
agreement between the parties. 1In the 1580s, Richard Caseye senior
persuaded shipwright Thomas Greaves or Graves to take his son,

to serve him as his apprentice which he

[Greaves] was verie lothe to doe for that he

was so youndge but in the end at the erneste

requeste of the said Richard Casys father and

this Examinate {[Greaves’ father Henry] the

sald Thomas Graves was contente to take him

for eighte yeres wherevppon Indentures were

drawen accordinglie betwen them for the

accomplishmente of the saide yeres...%
In another case, Philip Courte went to sea for a trial period
before any formal agreement was made: Anthony Moore (whose
relationship to Courte is unclear) conferred with master John Lane
and

prayed hime to take the boy to sea for a

viadge or two, and if he liked of the boy &

the boy liked of him, he should haue him for

vij vyeares and he would be bound for his

truthe.
Such evidence suggests an over—abundance of would-be apprentices.
Clearly, the establishment of an apprenticeship was not simply an
economic matter; there was an important social component which
reveals the importance of personal connections and influence for

entry into the maritime occupational elite.

The normal duration of apprenticeship seems to have been

4 PRO HCA 13/27/309v. Unfortunately we do not know Caseye’s
age.

4 PRO HCA 13/31/164.



61
between seven and twelve years for both land and sea trades. “
Variations were common. The following brief case histories reveal
common patterns. Seamen like master Thomas Grey (one of the
principal masters of the navy) went to sea as a young boy and
became a master around the time he was nineteen.*’ Similarly,
William Allen went to sea at age ten and became a master at twenty-

two .48

Those who were apprenticed at older ages appear to have had
shorter terms. Robert Duke was apprenticed at eighteen but became
a master when he was twenty-three.*’ Thomas Kerwoode was apprenticed
at twenty and became a master at twenty-four.’® Perhaps late age at
the time of apprenticeship and shorter terms can be explained as
second indentures: because mortality was high in the sixteenth
century, it was not uncommon for the master to die before the
period of service was completed and these circumstances sometimes
resulted in new apprenticeship indentures.’® On his deathbed in

1554, Cornelius Lucas, probably the gunner of the Primrose,

provided for an overseer to take care of his boy, Henry Sanderton:

% Goodman, "Bristol Apprenticeship Register®, 29-31; Webb,
“Apprenticeship", 32-3; Scammell, "Manning the English Merchant
Service", 137; Daly, Kingston Upon Thames, X.

47 PRO HCA 13/28/127-8.
“8 PRO HCA 13/33/312v.
“ PRO HCA 13/28/74-5v.
>0 PRO HCA 13/30/268v.

>) PRO PROB 11/102/393v; Webb, "Apprenticeship", 34; Thomas,
"The 0l1ld Poor Law", 159.
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I will and desire Thomas Swallowe to be my
ouerseer and to receyve my holle wages and to
paye my debtes and to take my boye and vse hym
as he will. And I giue to Thomas Swallowe all
my golde and xij Rialle of plate with all that
is myne at portesmouthe saving my Toulles and
two monethes wages whiche I giue to hym that
kepeth my boye.
An alternative explanation is that these shorter indentures follow
upon non-apprenticed prior employment at sea; unfortunately, the
earlier life histories cannot be reconstructed. As in the land
trades, twenty-four was viewed by this society as a desirable age
to release apprentices from service.>? Thus, shorter late
apprenticeships could reflect a combination of higher skill levels
at the time of the indentures or current cultural concepts.
Servants were sometimes acquitted of their time remaining in
their masters’ wills, thus giving them a shorter apprenticeship.
Boatswain Thomas Ivett had three apprenticed servants: he acquitted
two of their time while leaving the third indentured.’® Mariner John
Benn of Essex freed his apprentice Robert Freeman after five years
of service, but dictated that John Clark must fulfil his term of

years.>> Masters presumably made decisions depending upon the skill

attainments of their charges and/or the continuing labour or income

2 P.E.H. Hair and J.D. Alsop, English Seamen and Traders in
Guinea 1553-1565 (Lewiston: Edwin Mellen Press, 1992), 192.

>3 Webb, “"Apprenticeship", 32; Daly, Kingston Upon Thames
Register, x.

> Guildhall Ms. 9171/22/228v. For other examples, see also PRO
PROB 11/65/33, Guildhall Ms. 9171/18/72.

>> PRO PROB 11/57/271.
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needs of their own families following the breadwinners’ demise.
Occupational training did not necessarily include schooling.
Indentures did not bind masters on this issue. However, the land
trades usually included a period of schooling.’® Unquestionably,
literacy and numeracy would have been assets to the maritime elite
involved in navigation and seaborne trade.” During a voyage to
Russia in 1602, the Speedwell of London was attacked by a Dunkirk
privateer, and pilot John Hare found himself confronted by an old
schoolfellow, John Allen alias Sallows, the English master/pilot of
the enemy vessel.® Master’s mate John Parr knew sailor Christopher
Mills before they were shipped on the crayer, the Greyhound, for
they had once been schoolfellows.’” Although evidence is practically
non-existent on this point, routine schooling could explain the
extremely high rate of literacy among skilled seamen: they were
plausibly beneficiaries of the expansion of English educational
opportunities in the sixteenth century.®® Evidence from the

Admiralty Court depositions suggests that literacy was extremely

6 Yarbrough, "Apprentices as Adolescents", 69-70.
57 Joyce Youings, Sixteenth-Century England, (1984; rpt.
England: Penguin Books, 1988), 100. Senior ships’ officers, in
addition to the purser, were routinely associated with
merchandizing, either in their own right or as agents for
commercial principals.

>8 PRO HCA 1/46/110.
> PRO HCA 1/40/42-3, 1/40/44v, 1/40/47.
¢ Scammell, "Manning the English Merchant Service", 136; Joan

Simon, Education and Society in Tudor England (Cambridge: Cambridge
University Press, 1966), 294.
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wide-spread among officers and some seamen.®

Since seafaring life
would have been difficult to coordinate with schooling ashore, boys
might have been taught on shipboard.
SOCIAL AND FAMILIAL ASPECTS OF APPRENTICESHIP

In her work on sixteenth-century Bristol, Anne Yarbrough
claims that apprenticeship "was the single most important channel
for...the maintenance of traditional values from one generation to
the next". % Tudor society was based upon the idea of service (both
indentured and non-indentured) and educated its young principally
through this method. Service was part of the "social ethos" of
the Tudor period.®® Through service boys and girls learned their
place within the societal hierarchy in the expectation that they
would become contributing members in Tudor society in their own
right. This period was the second stage in the progress from child
to servant to householding adult. It was significant in that the
youth took on greater responsibilities, as masters "“have no use for
hired infants".% Like apprenticeship in the land trades,

maritime youths were expected to leave their families and take up

¢ 1Ipbid., 136; Florence Dyer, "The Elizabethan Sailorman"
Mariner’s Mirror 10 (1924), 145. Books were routinely found aboard
Elizabethan ships. PRO HCA, 13/24/218-19, 13/24/221-22v, 13/24/228-
31, 13/24/90, 13/25/206v-7, 13/25/208v, 13/26/218, 13/26/218-v,
13/27/165-v, 13/30/73-v; Guildhall Ms. 9171/17/249, 9171/22/251,
9171,20/171, 9171/23/62; PRO PROB, 11/63/4v, 11/92/80, 11/102/240,
i11,102/227, 11i/91/226v, 11,/113/210, 11,/102/350, 11/103/232; GLRO
DW/PA/7/7/425v~6.

62 Yarbrough, "Apprentices as Adolescents"”, 67.

¢ G.V. Scammell, "The Sinews of War: Manning and Provisioning
English Fighting Ships", Mariner’s Mirror 56 (1970), 352.

¢ Xassmaul, Servants in Husbandry, 70, 72.
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residence in the household of their new master.® "Binding out"
introduced youth to the larger community and allowed for the
development of important social ties outside their immediate
family. ©None the less, kinship and social bonds were significant
factors in placing a boy in maritime apprenticeship and service.®
For example, Christopher Coo had "a ladde...putt to (him) by his

67

freend to be browght uppe". In his will, sailor James Thornbush

of Suffolk committed his sons James and John to the custody of "his
loving friend", merchant Francis Foxe, until their respective ages
of majority. Because Thornbush’s wife was alive at the time that
his will was written, he probably had occupational training in mind
when he left his sons to Foxe’s care.®®

There is overwhelming evidence that seamen tended to come from

69

seafaring families. Through record linkage of Admiralty records,

® Yarbrough’s study, for example, shows that 78% of Bristol
apprentices did not originate in the city. Yarbrough, "Apprentices
as Adolescents", 68.

% G.v. Scammell, “The Sinews of War: Manning and Provisioning
English Fighting Ships", 361; Webb, "Apprenticeship", 30.

¢ G.V. Scammell, "Manning the English Merchant Service", 137.
¢ PRO PROB 11/98/142v.

6° PRO HCA 13/24/190v-1v, Guildhall Ms. 9171/17/212v, Guildhall
Ms. 9171/18//54v, PRO HCA, 1/43/25v, 1/43/79, 1/44/42, 1/44/154v,
Guildhall Ms., 9171/20/80, 9171/20/23v, PRO PROB 11/86/74; Salmon
family: PRO PROB, 11/186/354, 11,/78/237, 11,/102/237, 11/98/182v;
the Sallows-Allen family: GLRO x/32/12/345v, DW/PA/7/7/631v, PRO
PROB 11/113/236v, PRO HCA 13/27/90, PRO E101/64/24, PRO HCA
1/46/101-115, PRO PROB 11/149/320v; Masters family: GLRO x/32/31
July 15, PRO HCA 13/33/328v-9v, PRO HCA, 1/42/45v, 1/42/ 77v; Grant
family: Guildhall Ms. 9171/19/61-v, 10,091/2/160v; Wilkenson
family: Guildhall Ms. 9171/18/147, 10,091/2/8; Woodcot family:
Guildhall Ms. 9171/23/429, 9171/21/165v-6; Hills: Guildhall Ms.
9171/20/23v,
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wills, parish records and marriage allegations, it is possible to

reconstruct numerous seamen’s families.’®

In the rapidly expanding
London-area maritime communities - in particular the parishes of
Ratcliffe, Limehouse, Wapping and Rotherhithe which contained large
numbers of seafarers relative to the overall population - 1t was
routine to have sons apprenticed in their fathers’ trade. Wages 1in
London tended to be higher relative to other English ports and the
fact that so many sons remained in their home parishes after they
became masters and officers suggests they could find ready work.
The 1629 survey of seamen in London shows that 3,422 seamen lived
in the environs around London, and of these, 529 were masters and

Trinity House brothers. Numbers of resident seamen in the area had

more than doubled between 1582 and 1629."" Furthermore, it was not

PRO HCA 24/52/179; Freeman family: Guildhall Ms. 9171/20/80-v,
9171/24/33, 9171/18/147; Newport family: PRO PROB 11/132/149,
11/132/208; Gunston family: Guildhall Ms. 9171/24/142, 9171/24/277;
Parrat family: Guildhall Ms. 9171/22/288v, 9171/18/71v; Bonner
family: PRO, E101/64/24, HCA 13/22/9; Breadcake family: PRO PROB
11/112/109v; PROB 11/153/470; Best family: Dictionary of National
Biography, Ed. Sir Leslie Stephen & Sir Sidney Lee, (London: Oxford
University Press,1917), vol. II, 418-19; Ireland family: Trinity
House of Deptford Transactions, 1609-35, ed. G.G. Harris, 73;
Diggens family: Guildhall Ms. 9171/19/114v, PRO PROB 11/143/239v;
Jordan family: PRO E101/64/24, PROB 11/82/88; Neville, & Ed. Thomas
Colyer-Fergusson, The Marriage Registers of St. Dunstan’s, Stepney
vol., I 1568-1639, 142; Cocke family: Guildhall Ms. 25,626/2/308,
25, 626/2/312; Burrowes family: PROB 11/102/175; Burrogh family:
Dictionary of National Biography, vol. II, 864 & 866; Bygat family:
PRO PROB 11/132/171, PROB 11/134/204.

0 Most of the men examined here were masters and thus, had
almost certainly been apprenticed. The families involved were
primarily from the London area and this evidence tends to point to
kinship being a greater determinant in apprenticeship than Webb’s
study of Ipswich suggests.

” Andrews, Ships, Money, and Politics: Seafaring and Naval

Enterprise in the Reign of Charles I, 223-4; Andrews, "The English
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unusual to have brothers, or fathers and sons, employed aboard the
same ship.” This is true not just of highly skilled members of the
maritime community, but also men farther down the social ladder.
While studies of the role of kinship in employment in the early
modern period are rare, it has been suggested that kinship bonds
played a significant role.” The expanding maritime commerce of
Elizabethan England provides an interesting case study in the
interaction between kinship and apprenticeship within one of the
largest, but also the most mobile, employee groups of early modern
England.

The Rickman family of Ratcliffe, Middlesex, 1s an apt
illustration of seafaring as an inherited occupation. Robert and

74

Thomas Rickman were both masters of high esteem. The sources are

> Thomas died

not clear whether the two were brothers or cousins.
without issue but Robert and his many sons constituted a formidable
seafaring dynasty during the late sixteenth and early seventeenth

century.’® At least one of Robert’s boys was educated at his side:

Seaman", 255.

2 PRO, PROB 11/132/149, PROB 11/132/208, HCA 13/36/310, HCA
13/40/138v-9, HCA 13/34/378~80v, HCA 13/35/392v, HCA 13/34/85-6,
HCA 13/34/213v-4, HCA 1/42/45v, HCA 1/45/114v.

 David Cressy, "Kinship and Kin Interaction in Early Modern
England", Past and Present 113 (1986), 38-40, 44, 50-1.

7 PRO HCA, 1/40/118v, 24/52/61; G.G. Harris The Trinity House
of Deptford 1514-1660, 273.

> Guildhall Ms., 9171/19/90, 9171/20/211v.

% Guildhall Ms., 9171/22/252, 9171/22/574, 9171/24/116v,
9171/24/27v; PRO PROB 11/108/361v.
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his twenty-year old son Henry served his father aboard the Trinity
in 1603.77 Another son, Thomas, was apprenticed as "the boy" of one
Master King.”® At least one of Robert’s grandsons also became a
mariner.”” Like the Rickmans, the Goodlad family of Leigh, Essex,
made their living from the sea: brothers Richard, John, and William
were shipmasters.® The latter two had sons whom they apprenticed

to the sea.?

Although the details of their apprenticeship are not
known, we do knqw that, 1like their fathers, the sons became
respected masters and brethren of Trinity House. Their descendants
were ship commanders in 1684 and 1686.%

From the few examples where grandsons were produced and can be
positively identified through record linkage, it is apparent that
occupations could be handed down through generations within an
expanding sector of the economy.®® Nevertheless, there is little
evidence that seamen explicitly wanted their sons to be apprenticed

to the sea. Even though wills were frequently written during the

children’s minority, fathers rarely indicate a preference regarding

77 PRO HCA 1/36/310-311; Guildhall Ms. 9171/24/116V.
78 PRO, HCA 13/31/44, PROB 11/108/361v.

" Guildhall Ms. 9171/24/361.

8 PRO E101/64/24.

8. See PRO PROB, 11/121/100, 11/121/346v, 11/182/299v,
11/142/292v, 11/144/368v, 11/279/38, 11/277/80v.

8 gee PRO PROB, 11/395/26v, 11/388/291v.

& Guildhall Ms., 9171/20/80-v, 9171/24/33, 9171/24/361.
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their sons’ occupations.®

Mariner William Palmer of Ratcliffe is
typical in that he willed only that his son "be broughte vp in
learninge and in the feare of god".® One cannot preclude the
possibility that the boys’ careers had been discussed or determined
prior to the writing of the wills. However, many of the children
were quilte young when the wills were written and the silence is
striking. This silence 1s particularly noteworthy in cases of
deathbed, shipboard wills where the testator was physically
separated from spouse and family and would have been more inclined
to place on the written record his preference for his children. As
in the Palmer case, preferences were stated but they were not
occupation specific. No doubt sons’ apprenticeship to the sea
resulted more from opportunity and connections than parental desire
to perpetuate the "family business", especially among the less
skilled or less successful, where there was no transfer of capital
property (ownership of, or shares, in vessels) between
generations.®

The effectiveness of the inter-generational socialization

process depended greatly upon master-apprentice relationships.

8 ppproximately two hundred wills were consulted in which
seamen had male children in their minority.

8 PRO PROB 11,/102/237.

8 vessels or shares in vessels were commonly bequeathed to
immediate family members. Sons frequently inherited their
fathers’ shares but seamen were prepared to will them to wives and
daughters. Sometimes shares were sold and the money put into a
more secure Iinvestment. See G.V. Scammell "Shipowning in the
Economy and Politics of Early Modern England", Historical Journal
15 (1972), 397-401. PRO PROB, 11/60/15, 11/58/28v, 11/57/201.
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There was significant diversity in the character of relations
between masters and their servants. In general, masters were

expected to serve in loco parentis.®

They were "charitablie to
correct..." the boys for their "defaltes and offences" and to care
for their charges "aswell in sicknes as in helth".¥ However,
relations could be turbulent at times. In the course of one voyage
in 1575, master Robert Feewilliams £fell out with both his
apprentice and the ship’s purser. The purser and the master’s boy
were accused of informing on Feewilliams to Catholic priests at
Seville as an act of revenge.® The story of Edward Hampton, who ran
away from his master because of his alleged 1ill-treatment and
refused to return, was probably not uncommon.%

The records of the law courts - in this case the High Court of
Admiralty - are of course dominated by disputes and conflict. The
writing of the social history of an occupational group strictly
from judicial records clearly privileges the failures in the
socializing and employment processes. Complementary analysis of
last wills and testaments reveals obverse evidence. Moreover,

within the abundant civil disputes of the High Court of Admiralty,

master—apprentice conflict is relatively rare, whereas the equally

8 gteven R. Smith, "The Ideal and the Reality: Apprentice-
Master Relationships in Seventeenth Century London", History of
Education Quarterly 21 (1981), 450.

8 webb, "Apprenticeship in Maritime Occupations", 31.

8 PRO HCA 13/22/121. See chapter V for additional examples
of Feewllliams’ allegedly bellicose personality.

% PRO HCA 1/45/303v.
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abundant testamentary evidence provides evidence of bonds of
loyalty and affection between masters and their charges. For
example, mariner Thomas Munson left all his apparel and wages to
his servant Thomas Williams.”' Shipmaster John Fryer bequeathed all
his tools and instruments for the sea to his former apprentice,
sallor William Roo (or Roe). Fryer also stipulated that Roo should
inherit the lease of his house if his immediate family died.® It
was fairly common in seamen’s wills for masters to mention their
servants. Mariner John Benn of Essex gave his apprentice John
Clark 20 shillings 1in addition to the terms of the indenture if
Clark did "his duetie diligently...". °®> In 1562 boatswain John
Grebby willed

vnto Nicholas dowlym my prentice his iiij...

yeres serulce xls. in monney, one Carde with

compasses, one Cheste, 1iiij shertes, one bed

with a Coueringe, one gowne, one black cloke,

thre paire of bretches, ij Cassockes and one

paire of hose.%
There are probably many unidentified apprentices and former
apprentices 1in seamen’s wills among the host of men whose

relationship to the testator is unexplained. Although apprentices’

wills are relatively rare, 1in recovered records the loyalty and

°1 PRO PROB 11/102/394v.
%2 GLRO DW/PA/5/1588/58.

? PRO PROB 11/57/271. See also PRO PROB, 11/63/4v, 11/65/11-
v, 11/65/33, 11/70/139, 11/102/249v, Guildhall Ms. 9171/18/71v-2,
9171/18/274, GLRO DW/PA/5/1575/23, DW/PA/5/1598/89.

% Hair and Alsop, English Seamen and Traders, 283. For other
examples of apprentices mentioned in wills of seamen employed in
the Guinea trade see also 167, 186-7, 192-3, 215, 333.
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affection was returned. Apprentice mariner John Roche’s will
acknowledges the gratitude of servant for his master and mistress:
he gave Master and Mistress Giles the wages for his last voyage
“for the satisfaction of the debt I owe them".®® As in the land
trades, indentured servants of the maritime trades like Roche were
made to feel a part of both an economic unit and a household.
Apprentice Henry Goslinge gave his master (and uncle) mariner
Stephen Talmage half his belongings.’” In September 1603, Edward
Cornewall fell sick on the Red Dragon on her return voyage from the
East Indies. He had been the apprentice of William Winter, one of
the master’s mates, who had predeceased him:

at his deathe [I] was my owne Man and from
that tyme my wages was due to my self yett for
[the] love I did carrie him I doe giue and
bequeathe vnto Ellen Winter wief vnto my late

Master William Winter all the wages due vnto
me synce his deathe.?

Like the community on 1land, servants and youth were an
integral part of Tudor society afloat. While shipboard communities
usually excluded women, they mirrored their counterparts on land in
terms of hierarchy and in that service was an essential component.

The community was a social unit with economic goals:it contained

® Guildhall Ms. 9171/21/92v. We do not know whether this
“debt" was monetary or personal, but the latter is more likely. A
monetary debt owed equally to a master and his wife would have been
unusual, especially when it was repaid by a bequest to the master
alone.

% PRO PROB 11/86/74.

97 PRO PROB 11,/102/179.
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large numbers of youth under tutelage who contributed to the
overall productivity. Apprenticeship was comprehensive in its
alms: it provided an education, contacts, tools and money in order
to begin a career of one’s own. It also allowed the boy a
surrogate family and a new network which enlarged his social
horizons. The overall goal was to produce a skilled worker who was
equipped to fulfil both his social and economic role: he knew his
role in Tudor society and was content to function within the
confines that birth and training had dictated. The evidence points
to effective overall socialization, helping to perpetuate a
traditional craft in a time of disruption.

ECONOMIC ASPECTS OF APPRENTICESHIP

Apprenticeship was an important component of the overall
economic system of sixteenth-century society.®® Given that seamen
worked and lived largely within their occupational network, it is
not surprising that they chose associates 1n maritime or trade-
related activities to train their sons. The selection of a master
for an apprentice was influenced by connections within the maritime

9 While apprenticed maritime

community and the family’s means.
yvouth often hailed from moderately prosperous families, more than
one boy in apprenticeship could strain the resources of a family,

especlally if the parents hoped to secure accomplished masters to

% smith, "The Ideal and the Reality", 449.

29 Scammell, "Manning the English Merchant Service", 137.
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instruct their offspring.'™ oOccupational networks and business
contacts influenced the choice of a master for one’s son.

One common pattern was for men in related trades to apprentice
their sons as mariners. For instance, shipwright Nicholas Diggens’
son Nicholas became a successful mariner. ' Similarly, some seamen
learned ship carpentry to increase their marketability.102 The Bence

family of Suffolk included both merchants and mariners.’'®

Boys who
were apprenticed as merchants became mariners and vice versa.'% For
instance, John Callice testified in 1577 that he had been
apprenticed first as a merchant and then as a mariner.'® Michael
Geare, a successful privateering captain, had been apprenticed as
a mariner but later identified himself as a merchant.'® Sir John
Hawkins, one of Elizabeth’s greatest seamen, an architect of her
navy and cousin to Sir Francis Drake, probably began his career as

a merchant factor watching his father’s interests on shipboard. %

'™ patrick McGrath, "Merchant Shipping in the Seventeenth
Century Part II", Mariner’s Mirror 41 (1955), 23; Steven Smith,
"The Ideal and the Reality", 452.

"0 Guildhall Ms. 9171/19/114v; PRO PROB 11/143/239v.

02 prRO HCA, 13/35/130, 13/31/81v.

%5 pRO PROB, 11/108/244, 11,/118/338, 11,/121/79, 11/102/162.
% Goodman, "Bristol Apprentice Register", 28.

05 pRO HCA 1/40/22.

% PRO HCA, 1/40/45, 1/40/47, HCA 25/3 unfoliated.

7 We know he did travel as merchant factor in the 1560s.

Youings, "Raleigh’s Country and the Sea", 269-70.
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Seafaring and trade were a natural pairing. '® Merchants were also
attracted to sea service in privateers and trading vessels because
of potential profitability and to guard the interest of the
investors.' Given their involvement, it was common for merchant
backers to serve as captains. Some merchants drifted from legal
trade to piracy: although risky, the latter could be particularly
lucrative. One of the most notorious Elizabethan pirate captains,
Clinton Atkinson, was a London merchant by trade.'

Although masters incurred considerable costs in clothing,
feeding, and housing servants, apprenticeship had financial
benefits for the master: he profited from the additional labour and
collected the wages or shares of any voyages the boy made. Masters
in maritime occupations were relieved of the financial burden of
providing food, drink and shelter for their servants during the
duration of voyages since seamen’s victuals were not deducted from

their wages.'"

The contemporary recognition of a distinct stage of
apprenticed adolescence translated into distinctive employment and
remuneration patterns. On board the Greyhound, John Tresolde was

seen as a "striplinge of the age of xvj or xvij yeres..." and the

% See also John G. Webb, "William Sabyn of Ipswich: An Early
Tudor Sea-Officer and Merchant", Mariner’s Mirror 41 (1955);

Williams, The Maritime Trade of the East Anglian Ports, 232.

%9 Scammell, “Shipowning", 388.
M0 Ibid., 398.
™ PRO HCA 1/42/26.

M2 F.W. Brooks, "A Wage Scale for Seamen, 1546", English
Historical Review, 60 (1945), 242.
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crew recognized that he was "neyther was able to doe nor did suche
labor as a man oughte to doe...". '™ In 1580, Richard Rider
received the wages for his apprentice, which were calculated to be

14 Because most maritime masters were

*halfe the wages of a man".
themselves waged employees, the normal economic pattern was for an
individual to contract with his employers for the labour of himself
and his apprenticed servant(s). For example, shipmaster
Bartholomew Hugguet received the wages for his three apprentices.'”
In early modern English urban apprenticeships, the apprentice was
normally the servant within an established household headed by an
independent master, and the principal economic benefit to the
master was the apprentice’s labour. There are few parallels on
land for a master—-apprentice relationship where the principal
economic value lay in cash profit from wages. The use of
apprenticed labour to acquire wage profits applied also to land-
based trades which sent numbers of their occupation to sea, as can
be seen in the provision of apprenticed ship surgeons by the
masters of the Barber-surgeons Company of London.'®

In 1589, the right of the master to his servant’s earnings was

tested in the Admiralty Court when shipwright Thomas Greaves filed

3 PRO HCA 13/24/130v.

4 PRO HCA 24/51/91. A youth employed as a farm labourer was
generally paid half an adult male’s wage. Kassmaul, Servants in
Husbandry in Farly Modern Epgland, 72.

"5 PRO HCA 13/32/1-2.

Mé J3.D. Alsop, "Sea-Surgeons, Health and England’s Maritime
Expansion: The West African Trade 1553-1660", Mariner’s Mirror 76
(1990), 218.




77

a sult in the court regarding the breach between himself and his
apprentice, Richard Caseye junior. Greaves claimed that he was
greatly hindered by the loss of his indentured servant: the
shipwright had outfitted his servant for a privateering voyage and
Caseye refused to return to his master after the voyage ended.
Greaves maintained he was entitled to his apprentice’s wages in
addition to the "service...a servante oughte to doe..."." Thomas’
father, shipwright Henry Greaves of Ratcliffe, testified under oath
in the Admiralty Court that,

vyt ys both vse & custome of his knowledge and

greate equity also... that Masters should haue

the gayne of theire prentises viadges which

they bring vpp instruct and furnishe to

sea...®
It seems more likely that the real issue was that Greaves felt
entitled to the great wealth that Caseye garnered while on his
privateering voyage. ""? It was estimated that Caseye amassed £200
vorth of silk, gold and other commodities.'® Caseye’s father told
sreaves that "yt was not his service that he soughte but the gayne
>f his viadge which he sayd he should never haue excepte he won yt

121

y lawe". The Court recognized Greaves’ rights to the revenue of

7 PRO HCA 13/27/311.

& PprRO HCA 13/27/310. See also PRO HCA, 13/31/98-9,
3/27/310v.

"9 Greaves had at least one other apprentice to assist him.
RO HCA 13/27/310.

20 pRO HCA, 13/27/304, 13/27/309-v, 24/56/27.

21 pro HCA 13/27/311.
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his servant.'?

Service could also have economic benefits for the widow of a
maritime master. Fisherman Simon Stamford promised his "covenant
servant" Harry Gooddin 26s.8d. and a half share in the family’s
fishing boat in partnership with Simon’s son, Thomas, if he
completed his time in the service of Simon’s wife, Eleanor. 2
While James Robson’s will released both his servants from their
time, he insured that his wife Elizabeth would receive both their
shares and wages from their final voyage.'®

Families might also benefit from a boy’s apprenticeship.
Seamen, merchants and shipowners found it convenient to apprentice
their boys to the sea so that they became knowledgable about
maritime industries before inheriting vessels, shares in shipping,
or trade-related responsibilities. There were obvious advantages
to leaving ownership to a skilled seaman. A knowledge of the inner
workings of the maritime community was an asset for those men who
sought to maximize their profits in the competitive and risky world
of sixteenth-century trade.

Ultimately, the servant would also profit from his training.
Tutelage under an established master was a definite asset.'®

Maritime apprenticeship was not 1like guild and land-based

apprenticeships where such training was a legal requirement

22 pRO HCA 24/56/27.
25 Guildhall Ms. 9171/18/274.
124 pRO PROB 11,/102/182.

' Steven Smith, "The Ideal and the Reality", 452.
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(except when freedom was accorded by patrimony) to practice the
craft. The upper ranks of the maritime community were not closed
to those who had not completed an apprenticeship, but covenant
servants almost always took their place among the skilled elite and
highest wage-earners. The few who received formal apprenticeship
became masters, pilots and often, shipowners.'?® Apprenticeship in
itself offered the opportunity for rapid advancement and command.'?’
Because skill in navigation was the dividing line between a seaman
capable of command and the rest of the crew, apprenticeship was the

8 wWith the increase in

surest route of obtaining these skills.’?
trans—-oceanic travel, navigational ability was growing in value; a
completed apprenticeship with an adept navigator increased one’s
worth on the labour market. Shipowners and merchants were no doubt
more willing - at least initially - to entrust their ship and cargo
to a man who had learned navigation and business acumen under a
shipmaster of ability and reputation than one who lacked such

credentials. A young master would have to sink or swim on his own

abilities but apprenticeship could provide those all-important

126 Renneth Andrews, "The Elizabethan Seaman", 257. Boys who
were apprenticed to lesser officers (such as boatswains) probably
learned only the rudiments of the art of navigation. Ralph Davies,
The Rise of the English Shipping Industry in the Seventeenth and
Eighteenth Centuries (1962; rpt. Great Britain: David and Charles,
1972), 117, 126.

27 gcammell, “Manning the English Merchant Service®*, 137.

28 The exception was captains and military officers on naval
and privateering vessels. While some were seamen, it was most
often landsmen who became captains, lieutenants and soldiers in
charge of the military objectives of the voyage. Such officers
almost always left navigational matters of the sailing of the ship
to the seafarers on board.
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initial breaks. While knowledge and training were not the only
criteria for command, apprenticeship to a shipmaster or pilot
"fast-tracked" a small number of youths for positions of authority
and virtually assured them of a gainful living. Connections and an
element of luck were added assets. Skilled seamen who were
relatives of merchants, shipowners, or successful shipmasters were
doubly assured of their prospects to command at a young age.'?®
While apprenticeship alone could not guarantee the choicest
employment opportunities or great wealth, it altered the boy’s
prospects drastically from that of the majority of his shipmates.
LIMITATIONS OF MARITIME APPRENTICESHIP IN THE SIXTEENTH
CENTURY

In 1598 sallor Thomas Chartham of Feversham, Kent, complained
that glover Mathew Harte, sawyer Thomas Virgo, and servingman John
Hamon left their respective trades in 1595 to operate hoys on the
Thames. Chartham protested that they had not "beeyne broughte vpp
apprentise vnto any maryner..." and were,

thereby takeinge from this examinate and
others whoe haue duely served Apprentises vnto
Seafayreinge men the Lyveinge which they dyd

and shoulde gette by followeinge the trade
wherewgnto they haue served and beyn Broughte

vpp .
Chartham had little recourse except to appeal to the Lord Admiral
to monitor the standards of the craft for the sake of the navy:

her Majestye 1s disappointed in tyme of
service when occasion servethe for theise and

'Y Davies, The Rise of English Shipping, 117, 128.

130 PRO HCA 1/45/50-v.
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suche like vnskilfull persons ether with drawe
them selves...or beinge constrayned there vnto
for lake of skylle and knowledge doe indanger
the chardge they take in hande.'
In the absence of civic or national regulation, seamen’s only hope
- a remote one - was an appeal to the state to defend its
interests. Chartham was not alone in his complaints. The Trinity
Brethren had a history of appealing to the Lord Admiral to guard
their asserted rights to conduct pilotage on the Thames; they
lacked the authority to uphold standards even in their own limited
domain.'™ A formal guild would have preserved standards of the
craft by monitoring apprenticeship and safeguarding its membership
from an infiltration by landsmen. Guilds, however, were invariably
municipal, and English seafaring was national, and sometimes
international, in its membership. Even the Thames basin contained
an abundance of independent local authorities, dispersed between
four counties. None the less, the Tudor state was unused to any
role 1n independent regulation. When the state did require
regulation of extra-municipal economic groups it customarily turned
to the <church for the necessary administration (as 1in the
regulation of the press, medical practitioners and midwives); this
model possessed little relevance for the merchant marine. The
absence of organization left seamen unprotected as craftsmen. The
standards of the trade were left solely to individuals to uphold.

Lack of a guild compromised the level of training seamen received:

137 PRO HCA 1/45/50v.

32 Ruddock, “The Trinity House at Deptford in the Sixteenth
Century", 466-7.
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most men never benefitted from apprenticeship. Although we have
few details, it seems that most seamen learned their trade through
on-the-job training, and the majority of fishermen, merchant
seamen, pirates, privateers, and naval seamen were never

indentured.’

In the absence of a formal guild or binding
regulations, most training was conducted casually. Ordinary seamen
professed themselves to be "simple men...[with] like skill...".™
Even those who sought proficiency in a maritime craft could seek it
through informal training.'’® Many presumably followed the example
of Christopher Mills of London who simply shipped himself with
master Robert Bush so that he might learn a mariner’s trade.'®® He
paid no apprenticeship premium, suffered none of the restrictions
placed upon his freedom - sexual, moral, occupational - by
apprenticeship, and kept the wages he earned. The road to the top
was longer and harder, but in this expanding sector of the economy
many Christopher Mills of this period found acceptable economic
niches, free of patriarchal discipline and insulated by the
peculiar life of a recognized sub-group within society.

Thus, seamen had a two-tiered system of training for the

highly skilled upper ranks and the less skilled lower echelons;

professional wisdom was passed on through formal and informal

3Youings, "Raleigh’s Country and the Sea", 289.

34 ghipwright John Vallre of the Lion, testifying in 1602 on
the taking of the ship by pirates. PRO HCA 13/35/382.

135 gcammell, "Manning the English Merchant Service", 137.

136 PRO HCA 1/40/44v.
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channels within the maritime community. While informal training
might have proved satisfactory for the less skilled seamen, it
compromised the overall quality of Elizabethan seamen. Lack of
apprenticeship regulation and development opened the door to
unrestricted entry, competition, and incompetence in a trade
already fraught with life-threatening hazards.

HIRING AND ENTRY INTO SERVICE

As in the case of apprenticeship, seamen’s lack of a guild
meant that hiring practices were governed mostly by custom and not
regulated by a trade organization. Unlike other waged labourers of
the period, seamen’s hiring practices were not monitored by the
polity either.'™ Seamen’s employment was based on a peripatetic
work-pattern and the individual was responsible for negotiating the
terms of his own employment. In regard to specific durations of
employment, work-related geographic mobility and the individual’s
role in negotiating contracts, seamen had much in common with other
labourers of the period such as colliers and farm labourers.’®

Although seamen had a large amount of employment freedom (the

converse being the absence of job security) relative to many of the

37 While the level of involvement is in question, hiring fairs
are the best example of official intervention in hiring procedures
of waged labourers. See Michael Roberts, ""Waiting Upon A Chance":
English Hiring Fairs and Their Meanings from the 14th to the 20th
Century",” Journal of Historical Sociology 1 (1988), 124-128.

138 gee David Levine and Keith Wrightson, The Making of an
Industrial Society (Oxford: Clarendon Press, 1991),184,187-191,192;
Roberts, "Waiting Upon a Chance", 125, 128, 131-2; A. Hassell
Smith, "Labourers in Late Sixteenth-Century England: A Case Study
From North Norfolk [Part II]", Continuity and Change 4 (1989), 376,
380.
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land-based trades, it does not necessarily follow that they were
unparalleled in Tudor society. Farm servants, for instance, had a
high degree of geographic mobility and entered into their own
short-term contracts. Thelr contracts, however, were based upon an
annual pattern which was determined regionally.’™® while the hiring
practices of some seamen were governed by the seasonal nature of
their runs, many types of voyages operated year round and hiring
was not based upon the seasons.

Owners and merchants usually hired the master if he was not
already a shareholder in the vessel. While merchants often sent
factors to represent their interests on important voyages, the
responsibility of representing the interests of the owners normally
fell to shipmasters. Since both maritime and commercial interests
were at stake, the owners were anxious to select a trustworthy man
of ability in both areas.' Thus, it is not surprising that the
shipmasters hired were often related to the owners and merchants.
The growth of shipping, however, created new places for skilled men
of ability.™

The rest of the complement was normally hired by the ship’s
master but were sometimes retained by the owners of the ship.

Contracts were made verbally and rested on a foundation of

139 Rassmaul, Servants in Husbandry, 49, 50, 55.

1“0 pavies, The Rise of English Shipping, 127.

1 1bid., 128.
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customary practice and English Common Law. %

This could present
problems for the employees: if the owner disputed the terms at the
end of the voyage, seamen had no written proof of their contract.
The will of mariner George Warde in 1557 bequeathed his wages to
his mother and named his uncle as "myne Attorney to withstande and
attempte the lawe against all suche as withholde or kepe awaye any
part mencyoned...".' While shipowners were more likely to make
binding written agreements with masters, this was not always the
case. Laurence Rowndell of the John Baptist made his will during
the Guinea voyage of 1564-65 and bequeathed his wages to his
executrix. Although Rowndell was probably the master, he
acknowledged the possibility that his wife and executrix would

never receive her due in which case the matter would be left

"betwene god and theire [the London merchants’] conscience whoe ys

142 c.H. Dixon, "Seamen and the Law: an Examination of the
Impact of Legislation on the Merchant Seamen’s Lot, 1588-1918"
(Ph.D. diss., University College, London,1981), 13. This also

parallels Elizabethan collieries where overmen were bound to the
owners to manage pits and hire workers for an agreed season much as
a shipmaster was bound to hire a crew, deliver cargo, and conduct
trade. Levine and Wrightson, Making of an Industrial Society, 183-
5. Verbal contracts were a feature of employment pacts among other
sectors of Elizabethan labour. Kassmaul, Servants in Husbandry,
179.

“3 Hair and Alsop, English Seamen and Traders, 282. Oppenheim
submits that post-voyage confrontations were common. M. Oppenheim,
The History of the Administration of the Royal Navy, 1509-1660
(1896;rpt. U.S.A.: Shoe String Press, 1961), 243. Evidence from
the Admiralty Court depositions suggests that wage-disputes were
not frequent. However, most seamen were not in a financial
position to seek redress in the court. In lieu of this, some cases
were handled by informal arbitration at Trinity House while other
seamen petitioned the Lord Admiral directly for redress. This will
be discussed more fully in the next chapter.
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a righeous Judge".'™ Judging from the experience of land-based
industry, the casual nature of the employment agreements suggests,
once again, an abundance of labour.'

Predictably, wages and perquisites were cruclal to lure men
into employment. These themes will be discussed fully later.
Suffice it to say that seamen (excluding apprentices) were
individual agents who sought to hire themselves out for suitable
wages, in positions they thought reasonable, and to appropriate
destinations. '* Undeniably, it was important for a man of skill to
obtain a place in a rating befitting his rank. For instance, a man
who considered himself an "officer" might be willing to sail as a
mate but only the most desperate would debase themselves much below

their station.*

For the most part, seamen sought out the most
advantageous positions and could be quite mercenary in the pursuit
of wages and shares. One seaman boasted, "that if the Great Turk
would give a penny a day more he would serve him". ' This
statement contains a good deal of truth, although presumably its

author intended that it should possess shock value. Some English

seamen were unsatisfied with conditions at home and opted for

"‘Hair and Alsop, English Seamen and Traders, 324.

45> Levine and Wrightson, Making of an Industrial Society, 184.

46 PRO HCA 1/42/57v; Pauline Croft, "English Mariners Trading
to Spain and Portugal, 1558-1625", Mariner’s Mirror 69 (1983) 252-
3; Andrews, "Elizabethan Seaman", 254-5.

47 scammell, "Manning the English Merchant Service", 148-9.

148 1bid., 136.
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service on foreign ships.'™ For those pursuits judged as being

lucrative, there was no shortage of willing men.™®

Certainly
English privateers could be found serving under commissions of
foreign princes such as the King of Navarre, the Prince of Orange
and Don Antonio of Portugal, although in some instances at least
these were merely flags of convenience. Foreign employment could
also include labouring for national enemies.’? Although he
ultimately returned to England for employment, William Allen alias
Sallows made a career out of plundering his own countrymen on

153

Spanish and Dunkirk ships. He was not alone. Contemporaries

recognized that privateering had a great attraction to seamen.
Stuart sea captain Nathaniel Boetler wrote in his Dialogues: "As
for the business of pillage, there is nothing that more bewitcheth

them, nor anything wherein they promise themselves so loudly, nor

4

delight in more mainly".™ Sir Richard Hawkins asserted that

155

seamen’s "mindes are all set on spoyle..." Such service held

4% Scammell, “The Sinews of War", 353.

0 gcammell, “Shipowning", 401; G.V. Scammell, “The English in
the Atlantic Islands c¢.1450-1650", Mariner’s Mirror 72 (1986), 308.

1 PRO HCA, 1/42/2, 1/42/33, 1/42/14, 1/42/14v, 1/43/47,
1/43/206v, 1/44/67v, 1/42/88v, 1/42/7, 1/42/21, 1/42/57, 1/42/66,
1/42/23v. In some cases, serving foreign princes was a way to
avoid English restrictions.

52 gcammell, "Sinews of War", 353; Croft, "English Mariners
Trading to Spain and Portugal, 1558-1625", 264.

53 PRO HCA 1/46/104v-115.

‘Nathaniel Boteler, Boteler’s Dialogues, ed. W.G. Perrin
(London: Navy Record Society, 1929), 37.

13> sir Richard Hawkins, Observations, 112.
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the greatest hope of reward - at least in the minds of seamen.™®
When trading voyages and privateering were combined, the employment
proved compelling because it offered both the guaranteed wages of
merchant voyages and the shares of prizes which the privateers
offered. Some seamen preferred to sail the more dangerous runs
which promised higher wages. Frobisher’s north-west passage
voyages of 1576-8 offered wages at twice the going-rate to attract
employees, and the trade with tropical West Africa depended upon
higher than normal levels of remuneration.’ Some men sailed almost
exclusively on coastal voyages which held the fewest dangers,
especially when compared to risky long-distance voyages. Mariner
Anthony Loveking, for example, made his living sailing on coal runs
to Newcastle on the Margaret of London.™® The majority of seamen
earned their daily bread from the coasting and short-distance
foreign trades:

for every seaman who sailed west with John
Hawkins there were a thousand who spent the
whole of their active lives at sea but never
passed beyond 10° west.™®
There was great diversity within career patterns. Some seamen
testified to serving on the same ship for several voyages with many

of the same crewmates and preferred to sail frequently to the same

%6 Scammell, "The English in the Atlantic Islands c. 1450-
1650", 308; Andrews, "Elizabethan Seaman", 253.

7 Andrews, "Elizabethan Seaman", 255; Hair and Alsop, English
Seamen and Traders, 119-23.

158 pRO HCA 13/32/76v=-77.

9 Wwilliams, Maritime Trade in the East Anglian Ports, 215.
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destination. 6

Naturally, there would be a dgreater sense of
security in the familiar routine of the voyage and dealing with the
same work-mates and owners. Others were not nearly so specialized
and their choices show great variety in both the type of voyages
and destinations. Patrick Dalton of Plymouth was the master of the
Jennet of Stonehouse to Roscoff in April and May, 1580. In June and
July he sailed the Greyhound of Plymouth for Morlaix, while in
August and September he took the Trinity of Plymouth to Condguet,

Brittany."

Seamen’s impermanence in regard to employers and type
of voyage does not necessarily imply that they were dissatisfied
with working conditions or remuneration. In part, career patterns
rested upon the seasonal nature of certain routes. Some coasting
and most fishing voyages took place from the spring to the autumn.
The transport of cargoes of wine to and from Bordeaux was
determined by the October and February wine fairs. The salt and
grain trade with Spain (prior to the embargo of 1585) was
characterized by two major periods of activity.'® While there were
exceptions, many types of voyages proceeded in the winter months.

Since seamen were hired by the voyage, most were not able to

support themselves if there were long intervals between the time

10 pRO HCA, 13/24/214, 13/24/310, 13/28/53-55v, 13/30/22v-23v,
1i3/31/67v-8, 13/31/102-3, 13/32/52-3, 13/32/76v-77, 13/33/22,
13/34/323-4, 13/35/354v. Likewise, in the case of servants 1in
husbandry who were also waged labour and very mobile, there was a
degree of permanence and continuity of employment. Kassmaul,

Servants_in Husbandry, 55.

'®! Youings, "Raleigh’s Country", 285.

%2 For greater detail of seasonal voyages see Williams,
Maritime Trade, 239-245.
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13 1t was

their ships returned to port and the next departure.
easlier for a mariner to find job security with merchant companies
such as the Levant or East India Companies who operated several
ships. Reputation was critical. Cargoes were expensive and a
master or skilled seaman who showed himself trustworthy and capable

164 Those seamen

could expect to be hired for additional voyages.
who aspired to higher wages, a better rating with more
responsibility, or improved shipboard conditions could seek their
fortunes elsewhere; as in the case of other mobile labour groups,
moving on to a new master allowed for the possibility of improving
one’s lot. ¢

Seamen were willing to take risks but they did have theilr
limits. Recruitment was difficult for voyages of exploration and
impressment frequently had to be used in addition to, or in lieu

166

of, higher wages. Drake concealed the true nature of his voyage

of circumnavigation largely because he would have found it
difficult to recruit seamen: he told his crew he was sailing to

67

Alexandria.’ Martin Frobisher’s northern voyages were not

attractive to seamen and, in spite of exceptionally high wage

163 Davies, The Rise of English Shipping, 128-9.

164 1pbid., 128-9.

16> Kassmaul, Servants in Husbandry, 55, 61.

%6 Hair and Alsop, English Seamen and Traders, 116, 122, 147-

67 Julian Corbett, Drake and the Tudor Navy vol. I, 2nd ed.
(New York: Burt Franklin, 18989), 216.
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rates, prisoners had to be used to meet the shortfall.’® Shortages
of manpower, however, were almost exclusively a naval problem where
service was poorly rewarded. With the exception of the navy,
hiring practices were essentially the same: seamen negotiated with
masters or owners for wages, perquisites, and position. While
elements such as skill level, experience, and the "going rate"

limited seamen’s expectations, they were still entitled to make

their own choices and calculate their own risks. It was forced,
unprofitable service which - as we shall see - seamen resented so
deeply.

While seamen normally had a great deal of freedom in choosing
their employment, they were hampered by various factors.
Employment was not always available in the seaman’s home port.
Seamen frequently moved as a result of apprenticeship and to seek
employment after the completion of their training. It is clear
from Admiralty depositions that many seafarers came from far afield
to pursue their careers.'” The records are biased towards seamen
living in London and the surrounding area; the large number of
Londoners probably reflects the high population and higher wages of

the capital,’@ its importance as a port and the fact that witnesses

%8 gcammell, "Manning", 133; Scammell "Sinews of War", 357;
The practice of using convicts as unwilling labour on high-risk
voyages originated earlier. See John G. Webb, "William Sabyn of
Ipswich: An Early Tudor Sea-Officer and Merchant", 211.

%9 Geographical mobility is drastically understated in
Admiralty depositions. Most men stated only their current parish
of residence, which was probably all that was required of them by
Admiralty officials.

' Andrews, "“The Elizabethan Seaman", 249, 255.
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would be more readily accessible to the Court. In comparison to
other ports London demonstrates a tendency to draw seamen from
greater distances. Men residing in London originated in ports such
as Weymouth, Melcombe Regis, Lyme Regis, Bristol, Leigh, Plymouth,
Portsmouth, Newcastle and Hull. Some came from Wales, Scotland,
Ireland, Danske, Germany and Sweden. Within a Tudor populace with
a generally high degree of geographic mobility, seamen were an
especially migratory lot."' oOther itinerant labour groups such as
farm labourers benefitted from the fact that contracts terminated
at the same time every year; in this way, prospective employees
knew when positions were opening. Positions aboard ships involved
in seasonal traffic opened at roughly the same time every year.
However, most types of voyages were not confined to specific months
and thus, there was no given time to seek employment. Seamen had
to rely on chance, word of mouth, and connections in order to find
employment. They did not have the anything equivalent to the
hiring fairs which matched farm labourers with masters.'  In
periods where employment opportunities were scarce, seamen had to

travel farther from home in search of work.'3

Employment
opportunities were also limited by reputation. Considering the

number of libel cases in this period, reputation was a matter of

" See John H. Farrant “"The Rise and Decline of a South Coast

Seafaring Town: Brighton, 1550-1750",Mariner’s Mirror 71 (1985),

63, Peter Laslett, The World We Have ILost - Further Explored (Great
Britain: Metheun, 1983), 75.

72 Rassmaul, Servants in Husbandry, 49, 51, 60-1.

7® pavies, The Rise of English Shipping, 116.
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considerable importance.

While information on the process of hiring seamen in this
period is practically nonexistent, advertisements were probably
made through networks of kinship, friends, and word of mouth.
Taverns were a popular place to exchange information; merchant
seamen who Jjoined pirate ships were often approached in ale

houses. '’

One has only to read Admiralty Court depositions to see
that taverns figure largely as a popular haunt for seafarers. The
search for employment was probably helped by the fact that seamen
were recognized by their distinctive manner of dressing.' A
grocer and his apprentice who bought goods from two strangers took
them to be seafarers because they wore "saylers apparell®".'” An
Admiralty officer who was looking to impress seamen for naval duty
approached one John Richard on sight, presumably because of manner
of dress. "7

SEAFARING AS BY-EMPLOYMENT

Seafaring was a significant form of by-employment.'”® There

were men from related trades such as fishmongering and ropemaking

74 PRO HCA 1/43/12.

> G.E. Manwarring, "The Dress of the British Seaman",
Mariner’s Mirror 9 (1923), 162-173, 322-32.

16 PRO HCA, 1/44/194, 1/44/194.
177 PRO HCA 13/27/324v.

7% Donald Woodward, "Ships, Masters and Shipowners of the
Wirral 1550-1650",Mariner’s Mirror 63 (1977), 242-3.
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who joined the ranks of seamen.'’’ Fishermen and watermen also found

0

their way into other groups of the maritime community.'®® 1In

addition, it was usual for men in many coastal communities in
England to combine seafaring and farming.’® While some
inexperienced landsmen like the tailor Isaac Hampton of Kent joined

the ranks of unskilled or semi-skilled labour, others went to sea

frequently enough to work their way up to skilled positions. '8

George Foster combined the occupations of gunner and cutler.'®

Salter and mariner Thomas Brooke of London observed that "he liveth
by the sea partly and partly by the lande...". '® James Woodcot’s

career as a mariner was an illustrious one: he became a master,

185

pilot, and a member of Trinity House. However, he also was

86

identified as an ironmonger.’ There was no shortage of men in

7 PRO HCA, 13/25/262v-3, 13/30/57v, 1/44/23, 1/44/73,
13/25/205-v.

80 pRO HCA, 13/34/48, 13/25/213, 13/26/269, 13/35/313-14,
13/25/346v, 13/28/26-v, 1/42/97v.

81 Farrant "The Rise and Decline of a South Coast Seafaring
Town", 63; Woodward, "Ships, Masters, and Shipowners", 242-3;
Youings, "Raleigh’s Country", 287.

% prRO HCA, 1/42/13, 13/26/70v-1.

8 PRO HCA 13/26/70v.

8% PRO HCA 13/29/188v.

85 He was possibly the Master of the Trinity House. See G.G.
Harris, Trinity House of Deptford, 73 and Hilary P. Mead, Trinity
House {London: Sampson, Low, Marston and Co.,1947), 36.

8 Guildhall Ms. 9171/21/165v-6. Apparently Woodcot worked in
both trades until the time of his death. The entry recording his

burial in Stepney parish identified him as both ironmonger and
mariner. GLRO X24/70/43v.
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unrelated trades sailing as seamen: tallow chandlers, taylors,
painters, vinters, butchers, yeomen, grocers, and sheermen.'®

Positions on ships were welcome by landsmen hit hard by steady
price inflation, overpopulation, unemployment and underemployment
in late Tudor England.’® The shipboard community utilized such men
“to drudge" as manual labourers.' Evidence is extremely thin but
G. V. Scammell postulates that wage labourers and small tenants
would have been especially vulnerable to hard times and would have
augmented the ranks of the expanding maritime community.'™ The
evidence consulted for this study can neither confirm nor refute
this assumption. On occasion at least, the flow could be reversed:
inheritance, marriage, or profits could provide seafarers with the
ability to limit maritime employment to occasional work.

While seafaring had traditionally been a significant form of
by-employment in coastal locations, the need for manpower and the

lure of pillage during the war years drew landsmen intoc the

87 PRO HCA, 13/25/205-v, 1/43/181v, 1/44/205, 1/42/13, 1/44/9,
1/42/77v, 1/44/23, 1/44/73. Scammell, “Manning the English
Merchant Service", 138.

'8 gScammell, “Manning the English Merchant Service", 138.
From the 1540s the population increased at a rate of one percent
annually. Just prior to the invasion attempt of 1588, Elizabeth
governed 3.8 million subjects. In the 1590s population growth
slowed to .5 percent per annum because of a series of disastrous
harvests and the effects of disease and mortality among soldiers
and seamen. Joyce Youings, Sixteenth Century England, 139, 149,
151. See also D.C. Coleman,The Economy of England (London: Oxford
University Press, 1977), 21-30.

8 gcammell, “Manning the English Merchant Service", 138;

Farrant, "“Rise and Decline", 63.

190 Scammell, "Manning", 138.
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maritime community in greater numbers. Demands for financial
backing insured that wealthy gentlemen became privateering
captains, officers, and investors. Societal hierarchy, patronage,
and the need for governance insured that men from the upper
echelons commanded naval vessels in spite of bitter criticism from
accomplished seamen like Walter Raleigh, who complained that
landsmen were made commanders "“by vertue of the purse" and

191

“speciall favour of Princes". Military objectives of the navy

and privateers altered the peacetime composition of the maritime
community by allowing soldiers aboard. Consequently, this influx
of landsmen not only diluted the numbers of skilled seamen on
shipboard but created tensions. Drake’s speech during his voyage
of circumnavigation encapsulates his frustration:

it doth even take my wits from me to think on
it. Here 1is such controversy between sailors
and the gentlemen and such stomaching between
the gentlemen and sailors, that it doth even
make me mad to hear it. But, my masters, I
must have it left. For I must have the
gentleman to haul and draw with the mariner
and the mariner with the gentlemen. What! let
us show ourselves all to be of a company...I
would know him, that would refuse to set his
hand to a rope, but I know there is not any
such here.'

The presence of greater numbers of unskilled landsmen after 1585
disturbed the traditional shipboard equilibrium by upsetting the
customary balance between command and consultation. Both

privateering and naval expeditions required heavy manning which

1 sir Walter Raleigh, Judicious and Select Essayes and

Observations (London: Humphrey Mosele, 1650), 4.

192 Julian Corbett, Drake and the Tudor Navy vol. I, 249.
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also decreased communication between the crew and master.’™
Ultimately these factors compromised what has been termed the
"maritime democracy of the medieval age".'™ As we shall see, at
least 1in regard to privateering and naval duty - the areas where
landsmen were concentrated - seamen lost much of their voice in
shipboard affairs.

Overall, by-employment affected the maritime community in many
ways. Part-time seamen ensured that maritime employment would be
linked to the wider economy. Additional labour was necessary for
this period of expansion. However, maritime by-employment
ultimately compromised the position of seafarers. The availability
of unskilled labour served to keep wage rates low. It also diluted
the ethos of maritime life in the two important "new" areas of the
late sixteenth century: privateering and the navy. The presence of
a significant number of landsmen in the maritime community
attenuated the tendency for seamen to view themselves as a
community set apart (physically and socially) from the greater
society.

JOINING A PIRATE CREW

Seamen’s search for employment was not limited to the
“legitimate" maritime community: they were willing to move outside
the law to find satisfactory remuneration and conditions.

Contemporary opinion stated that seamen fell into “"unlawful

193 Andrews, Trade, Plunder and Settlement, 27.

9 Ibid., 206; Andrews, Elizabethapn Privateering, 40-1, 234-5.
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courses" because of poverty and idleness.'®

Seamen Stephen
Dingley, Nicholas Crammer and William Randall said that, "soe longe
as they wente abrode they had money to serve theire turnes, but
when they lay still they were allwayes beggerly & in wante".'®
Henry Mainwaring, "the great pirate-turned-admiral of James I’s
reign", claimed that common seamen turned to piracy because they
"are so generally necessitous and discontented".' cCaptain John
Young requested that shipowners compensate seamen adequately for
their labours or else "necessity will force them to steal”. %
Insolvency was undoubtedly a motive for some seamen to accept
employment from pirates.'” Sailor Thomas Freeman went with Captain
Clinton Atkinson from Portsmouth, he said in his defence, because

.20  Three mariners claimed

he was "in povertye and greate nede..."
they joined Captain william Arnewood at Studland in 1583 "beinge
destituted of service...".?®! Thomas Cowdell claimed he was "out of

service..." and thus joined Arnewood.?? Many men who joined had

9> Andrews,"Elizabethan Seaman®", 251; PRO HCA, 1/42/18,
1,/42/20, 1/43/12, 1/44/17, 1/45/87v-8.

96 PRO HCA 1/44/17.
97 Quoted in Andrews, "Elizabethan Seaman", 249-250.
98 1bid., 251.

199 pRO HCA, 1/44/17, 1/44/186.

200 PRO HCA 1/42/20.

20" PRO HCA 1/42/18.

202 prRO HCA 1/42/15v.



99

been discharged from military or naval service®®

and they were
very likely in want as well.?® Bands of vagrants, migrants, and
other "ill-disposed persons" committed <crimes Dbecause of
indigence.?” These were explanations which Tudor Englishmen could
understand and which spoke to contemporary experience, particularly
during the economic crisis of the 1590s.

Depositions within the Admiralty Court are not as useful as we
might hope in revealing why seamen Jjoined pirate crews. Many
examinates claim they were kidnapped or tricked into joining.?%
Captured crewmen of Arnewood’s testified that he hired them on the
pretence they were going to serve in Flanders.?® This seems to have
been a popular ruse among pirates: Thomas Walton alias Purser
confessed that it was a subterfuge to aid in hiring a crew that he
alleged he held a commission from Don Antonio of Portugal.®®
According to his statement under oath, ship carpenter Richard

Johnson of Norfolk merely sought passage home from the Isle of

Wight in late 1598 or early 1599. He claimed that, despite the

203 pPRO HCA, 1/42/16, 1/42/16v, 1/42/21, 1/42/65, 1/42/66,
1/45/43v, 1/45/112v, 1/45/180, 1/40/94, 1/42/175, 1/41/112v,
1/41/180v, 1/46/50v-51, 1/43/12, 1/44/126v, 1/44/217v, 1/40/6,
1/44/120v. Ex-military personnel in general experienced problems
fitting back into the labour market. Gareth Stedman Jones, Outcast
London, (Oxford: Clarendon Press, 1971), 77, 97.

204 gcammell, “"The Sinews of War", 360.
205 1bid., 360.

206 pRO HCA, 1/41/4v, 1/44/205, 1/41/6, 1/41/44, 1/42/4,
1/42/7v, 1/42/15v.

207 PRO HCA 1/42/14v-17v.

208 pRO HCA 1/42/2.
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fact he was on board a pirate ship, he did not partake in any
illegal activities. Johnson was "wantinge money to goe home by
lande, he sought passidge at the cowes & so fell 1into this
mischeife...".?” while some seamen might have been duped, more were
likely 1lying to avoid condemning themselves from their own
testimony.?'® When Arnewood was captured he refused to answer
certain questions in the Admiralty Court on the grounds "he will
not accuse himselfe...".?"’ In 1580, several seamen claimed they
were hired to go on a trading voyage for Bordeaux on the Philip and
Joyce and did not know until the voyage was underway that they were
to go "vppon adventure and purchase...".?'? Mariner James Willys of
Newcastle-upon-Tyne affirmed he was lodged at the White Horse in
Wapping in 1587 when sailor William Tooley, also from Newcastle,
and a group of other seamen approached him. They announced they
were going to go to Southampton to serve upon one of the Queen’s
ships and welcomed him to accompany them. Willys said he had no
money to go so far but would accompany them on any merchant
voyages. Tooley raised the money by selling a taffeta doublet and
bore Willys’ charges to go to Southampton. The group was recruited
in a victualling house in Handfast (now Standfast) to sail on
Clinton Atkinson’s pinnace which took a French and a Scottish ship.

Willys tried to convince the court he had fallen in with the wrong

209 PRO HCA 1/45/87v-88.
210 pRO HCA 1/101/14.
217 PRO HCA 1/42/12.

212 pRO HCA 1/40/126v.
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crowd and had abandoned "that kinde of liffe..." at his first

opportunity for more legitimate employment.?"

Daniel Buckley
claimed he went to sea only once with his brother, pirate Charles
Buckley, "and woulde not goe to the seas with his said brother
eanye more but lefte him of his said trade".?" Potential pirates
were probably recruited in part through networks of friendship and
kinship as in the lawful maritime pursuits.?"

Like privateering, piracy was perceived as a quick route to
wealth.?® However, some seamen were drawn to serve on pirate
vessels for other reasons. Pirate captains could be very generous
and charismatic.? Arnewood was known to have "vsed his men well"
and even captured seamen testify to being "well vsed and mutche
made of" by pirates.?”® Curious and casual visitors to pirate ships
were often "intertayned" and treated hospitably.® Pirate captains

do not seem to have been the rogues of legends: gentlemen,

government officials, respectable women and occasionally, children

213 prO HCA 1/43/12.

214 PRO HCA 1/43/79.
2> Ccriminal bands on land were recruited through the same
connections. See John Bellamy, Crime and Public Order in England
in the Later Middle Ages (London: Routledge and Kegan Paul, 1973),
69-88.

216 gcammell, “Shipowning”, 401.
217 pPRO HCA, 1/43/153v, 1/43/111.
218 PRO HCA, 1/42/15v, 1/42/23.

21 PRO HCA, 1/42/18, 1/43/111.
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went aboard pirate ships for business and to socialize.?? Clinton
Atkinson admitted that on his ship he “kepte open howse and sundrie
Jentilmen and others came on borde him and made merye...".?

Pirate captains could be masters of public relations. Gifts
and flattery endeared them to many officials. Presents could range
from provisions to exotic pets. Several vice-admirals’ deputies
were 1n possession of parrots given to them by pirates; two such
birds and a monkey found their way to the Lord Admiral’s cook who
gave the monkey to the Admiral’s wife, “the oulde Lady howarde". 222
Atkinson admitted such gifts were to earn "good willes and

favoers..." .23

Even 1in those instances when pirates demanded
provisions and supplies at sea from their countrymen, they
frequently compensated them generously for their troubles.?®* Many
sixteenth-century pirates do not deserve the reputation of amoral
cut-throats which legend has accorded them. Evidence suggests that
many English pirates were anxious not to alienate thelr countrymen

unnecessarily. While business interests led them outside the

boundaries of legal trade, few of these men lived exclusively

220pRo HCA, 1/41/185v, 1/43/43, 1/41/18v, 1/43/50v, 1/41/121,
1/43/169, 1/43/172v, 1/43/93v.

221 PRO HCA 1,/42/30.

222 pRO HCA, 1/42/26v, 1/43/32v. See also PRO HCA, 1/41/169v,
1/41/189. The woman referred to was Howard’s wife Catherine (Carey)
whom he married in 1563. Burke’s Peerage (London: Burke’s Peerage,
1967), 709; L.M. Hill, Bench and Bureaucracy: The Public Career of
Sir Julius Caesayr, 1580-1636 (Stanford: Stanford University Press,
1988), 17.

223 pRO HCA 1/42/26v.

224 pRO HCA, 1/43/148, 1/43/151, 1/43/160v.
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outside the law. No doubt most "pirates" were seamen who were
flirting with "casual and rather timid piracy", and whose continued
existence depended upon moderate, socially acceptable behaviour.??

The atmosphere of acceptance contributed to seamen’s
willingness to partake in illegal actions. Elizabethan piracy
"almost attained the dignity of a recognised profession".??® The
Crown made sporadic efforts to control the growing tide of disorder
in the second half of the sixteenth century through commissions,
inquiries, and campaigns.?”’ However, "professional" pirates were
often viewed with indifference by those ashore and in many cases
protected by local officials and gentry.?® There was no end of
abettors willing to assist pirates in victualling, housing and

providing services for them ashore. %

For example,
Arnewood/Arnold and his crew had meat and drink at victualling
houses "as other Masters and maryners of shipps...".?0 In 1583,

John Pope of Gosporte, bailiff to the Bishop of Winchester,

25 pavid Mathew, "The Cornish and Welsh Pirates in the Reign
of Elizabeth", English Historical Review 39 (1924), 342.

226 M. Oppenheim “The Royal and Merchant Navy Under Elizabeth",
English Historical Review 6 (1891), 473.

227 PRO HCA, 1/40/62, 1/101,/10, 1/101/12v, 1/43/1, 1/43/4,
1/40/58v, 14/21/61 14721775, 14/21/80, 14/21/83, 14/21/99,
14/21/126, 14/21/130, 14/22/52, 14/22/58, 14/22/214, 14/22/245,
14/30/85, 14/34/5, 13/34/8, 14/34/16, 1/44/220. L.M. Hill, Bench
and Bureaucracy: The Public Career of Sir Julius Caesar, 1580-1636,
9.

228 andrews, “"Elizabethan Seaman", 250; PRO HCA 1/43/35v-36.
229 PRO HCA, 14/22/73, 1/43/145v 1/43/129v, 14/22/183.

230 PRO HCA 1/43/6v.
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acknowledged that he frequently lodged known pirates and those
"whom he suspected not to be honeste". He had been advised by a
local official that he could lodge pirates if,

they vsed them selves honestlye and payde for
that they tooke he had not to chardge them,
and said that this examinate mighte as well
lodge them, as other men both in Portesmouth
and other places there abowte. . .?

Captain Vaughan and his crew were known to be pirates in
Portsmouth but they walked the streets and "were not molested nor
trowbled". 2 Officials found they could not capture accused pirate
Charles Buckley because "he had suche freindes in the Cuntreye".?3
Pirates provided a service: they had no shortage of customers
willing to buy their wares and often had clients at the highest
levels of society.?* In a letter of 1590, the Lord Admiral wrote
that the Queen and the Privy Council were "disquieted" that sundry
of "her Majesties good subliectes [were] drawen into gquestion and
trowble in buyenge & receavinge such goodes soe taken...".?® It was
alleged that justices and local officials frequently accepted gifts

and bribes in return for immunity.?*® Successful pirates had friends

in very high places. Captain Haines and his pirate crew,

231 PRO HCA 1/43/42-v.

232 pRO HCA 1/43/181lv. See also PRO HCA, 1/41/18v, 1/41/125,
1/41/142v, 1/41/145v.

233 pRO HCA 1/43/81.

2% pRO HCA, 1/43/36, 1/43/128v. David Mathew, "The Cornish
and Welsh Pirates in the Reign of Elizabeth", 337-9,340.

235 PRO HCA 14/27/112.

236 PRO HCA, 1/42/28-v, 1/42/42, 1/43/66vV.
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affirme that theye had better freindes in

Englande then eanye Alderman or merchante of

London had naminge Sir Christopher Hatton

duringe whose life as they sayde theye knewe

whither to goe and therewithall wisshed for

his longe liffe.®”
Corrupt officials, piracy and misguided privateering contributed to
the growing lawlessness at sea during the war years.

Captain John Young claimed that "when they [seamen] are once
entered into that trade [piracy], they are hardly reclaimed".®®
While this is true of some of the more professional buccaneers,
many "pirates" weaved comfortably back and forth between various
groups of the maritime community as well as vacillating between
legal and illegal activity.?®® Although evidence is slim, there
seemed to be a high turnover of personnel on pirate ships, which
supports the contention that piracy was at least in part a stop-gap
measure for seamen looking for employment. Most of the ordinary

seamen of Captain Thomas Walton alias Purser’s plirate crew "came

but latelye...".?® One “pirate" "hath his fathers lyvinge and

27 PRO HCA 1/41/116v. Hatton was the Lord Chancellor of
England, the Admiral of the Isle of Purbeck, Vice-admiral of

Dorset, and a favorite with the Queen. While he was very
interested in maritime matters, Haines’ accusations cannot be
substantiated. Haines’s actions suggest he did believe he was

sheltered from the authorities. Alice Gilmore Vines, Neither Fire
Nor Steel: Sir Christopher Hatton (Chicago: Nelson-Hall, 1978),
172; C.L’Estrange Ewen, "Organized Piracy Round England in the
Sixteenth Century",Mariner’s Mirror 35 (1949), 38.

238 ouoted in, Andrews, “Elizabethan Seaman", 251.
239 1pid., 250.
240 pRO HCA 1/42/4. 1In the case of criminal bands on land,

John Bellamy argues that gangs’ cohesion tended to be brief. See
John Bellamy, Crime and Public Order, 83.
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vsethe Fishinge...".?' A number of men who were accused of being
pirates had served in the navy.?*”? For example, sailor William
Hockeridge of Ratcliffe was a mariner of the Queen’s ship Advice
and was discharged in 1594. His friend, master John Bedford,
convinced him to go to sea under "Wicked Will" Smith: he was
assured of "good purchase within [a] fewe dayes...".?? There was
also traffic going the other way. The Crown used pirates to wage
war because they were "commonly the most daring and serviceable in
war".?** In part, the shortage of trained seamen willing to serve
contributed to the Crown’s readiness to accept sea-rovers 1into
naval service.

The Crown had a long history of employing pirates to serve the
state. Privateering was essentially state-sanctioned piracy which
assisted the war effort by draining Spain’s resources. Many
pirates proved willing privateers and some were offered pardons in
exchange for service to the state.?’ Doubtless it proved convenient
for pirates to fashion themselves as patriots and pillage on the
right side of the law. Husbandman John Boise went to Studland in
1583 to find his son Stephen, a member of pirate Captain Holborn’s

crew. Boise located Stephen at Studland,

241 PRO HCA 1/43/25v.

22 PRO HCA, 1/41/112v, 1/41/180v, 1/46/50v-51, 1/43/12,
1/44/126v, 1/44/217v, 1/40/6, 1/44/120v.

243 PRO HCA 1/44/120v.

24 ouoted in, Andrews, "The Elizabethan Seaman"', 251.

24 C. L’Estrange Ewen, "Organized Piracy Round England in the
Sixteenth Century", 31; PRO HCA, 14/36/165, 14/36/167.
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makinge mery on lande in an ale house with

other of his companye, where this examinate

fell to perswade him to leave thatt yll kinde

of life, and to retorne home with this

examinate. To whom this examinate(’s) sonn

made answere that one Master Sackford of the

Courte had procured them good commission from

her Majestye to take Spanerdes and theire

goodes and that whiche theye had taken was

good prize bye vertue of the said

Commission.?24
The services of such experienced sea rovers helped England wage a
successful war of attrition.

While "career pirates" were probably quite rare, piratical
acts were not. "Pirates" could be privateers who crossed the line
into illegal activity.?* There was certainly no end of "grevous
complaintes" to the Queen, the Privy Council, Lord Admiral and the
Admiralty Court regarding the "manifeste violatinge and abvse of
their [privateers’] saide Reprisalls...".?® The examples of greed,
violence, 1illegal captures and pillaging fill the pages of the
Admiralty Court depositions. Richard Hawkins observed:

yea I haue seene the common sort of Mariners,
vnder the name of pillage, maintaine and
iustifie their robberies most insolently,
before the Queenes Maiesties Commissioners,
with arrogant and vnseemly termes... 24

To what degree these unlawful acts were pre-meditated 1s pure

speculation. Many piratical acts resulted from "sudden

246 PRO HCA 1/43/47-v. The reference is likely to Henry
Seckford of the Queen’s Privy Chamber.

27 Andrews, "Elizabethan Seaman", 249.
248 PRO HCA 13/27/112.

24 R. Hawkins, Observations, 112.
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opportunity".?® The freer discipline of privateers could give way
to licence.?®' Most illegal deeds appear to have resulted largely
from pillaging fervour and the economic necessity of capturing
prizes to pay the backers and the crews. Seamen readily defended
their shares and actions as their rightful compensation for a
voyage. Richard Hawkins maintained that:

the Mariner 1s ordinarily so carried away with

the desire of Pillage, as sometimes for very

appearances of small moment, hee looseth his

voyage, and many times himselfe.??
Ignorance of the law and of the exact nature of Admiralty
commissions might have also played a role among ordinary crewmen.
While the Admiralty Court depositions give witness to the great
number of ill-gotten gains, it was economic necessity (and perhaps
a degree of ignorance) which led many to defend their deeds.

With the exception of the more "notorious pirattes" like
Captains Stephen Haines, Clinton Atkinson, wWilliam Vaughan, William
Arnewood alias Arnold, or Thomas Watson alias Purser, the evidence
suggests that most of their crews did not live permanently outside
the law or form a separate criminal caste. The seamen’s
depositions indicate that most participated in the legitimate or
legal maritime community in addition to their sojourns into illegal

activities. Motives were varied for seeking such employment but it

appears to have been transitory work. In many cases, pirates were

#0 L’Estrange Ewen, "Organized Piracy", 32.
21 peter Padfield, Armada (London: Victor Gollancz, 1988), 95.

22 R, Hawkins, Observations, 101.
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privateers in error or seamen in search of work. Most "pirates”
were a part of the larger maritime community and accepted as such.
It is likely the transitory nature of this sort of employment
precluded the development of a separate sub-culture. Pirate ships
also had apprentices and boys aboard to learn seamanship.®® Most
of those who were termed as "pirates" originated from a common
labour pool which supplied seamen for both the lawful and unlawful
employment.

NAVAL POLICY AND MANNING

Elizabeth I’s intention to rule over a Protestant nation
within a predominantly Catholic western Europe had certain
political ramifications as did her countrymen’s belief that the
Iberian powers could not defend their monopoly on the New World.
Given these somewhat antagonistic policies, her island kingdom
would be well served offensively and defensively by a successful
"blue water strategy". Elizabeth’s first Parliament of January
1559 was unified in its decision to keep the navy "ever 1in
readiness against all evil haps...".?* Throughout her reign, the
Crown continued to provide moderate support for a national policy

which sought to promote shipbuilding and an increase in seamen.2>

233 PRO HCA, 1/1/42/39v, 1/42/43v, 1/42/109, 1/42/105.

34 D.W. Waters, “The Elizabethan Navy and the Armada
Campaign'™, Mariner’s Mirror 35 (1949), 91.
25 Ibid., 91; For information on the royal bounty for

construction of large ships suitable for service in times of war,
see Brian Dietz’ "The Royal Bounty and English Merchant Shipping in
the Sixteenth and Seventeenth Centuries", Mariner’s Mirror 77
(1991). This bounty was not particular to Elizabeth’s reign: the
earliest recorded royal bounty for large ships was 1449. For
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The navy depended on the common labour pool of the maritime
community. For the health of her navy and commerce, Elizabeth had
seen fit early in her reign to promote the "nursery of seamen" by
legislating "fish days”.?® In addition, in 1582 William Cecil
ordered the Lord Admiral, the Earl of Lincoln, to compile
information on numbers of seamen and merchant ships with their
tonnage. A one hundred and twenty-three page report was produced
on these subjects, broken down by county.?’ The following year
Cecil 1licensed a commission to look into the condition of the
Queen’s fleet. The Commissioners in turn ordered the Vice-
admirals, Admiralty officers, Lords Lieutenant and mayors of port
communities to conduct a survey of seamen. This information
equipped the Crown to formulate a naval policy.258
The Crown’s naval policies were relatively successful, not
least because they were limited in objective and undertaken during
a period of commercial expansion. England’s merchant shipping and
fishing fleet increased significantly throughout the period; as we
have seen, the tonnage of the merchant fleet more than doubled
between 1560 and 1629 and manpower rose steadily. The principal

lssue was how would the regime acquire access to this manpower

greater detail regarding the Crown’s initiatives see M. Oppenheim,
The Administration of the Royal Navy and of Merchant Shipping in
Relation to the Navy, 19, 167-171.

26 gsee p- 59.

7  Ronald Pollitt, "Bureaucracy and the Armada: The
Administrator’s Battle", Mariner’s Mirror, 60 (1974), 119-20; PRO
SP 12/156/45/76-140v.

28 politt, "Bureaucracy and the Armada", 120.
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resource.
IMPRESSMENT
Sir william Monson, a naval captain in the late Elizabethan
period, remarked that naval seamen’s "usage had been so ill that it
is no marvel they show their unwillingness to serve the

Queen...".®?

Raleigh acknowledged that seamen served their
sovereign "with a great grudging" and viewed such duty as
equivalent to being galley slaves.?® At the core of the matter was
not only their poor usage but the loss of freedom to make their own
employment contracts. Forced service was greatly resented by
seamen because 1t 1intruded on their traditional "rights" and
freedoms. A seaman of the White Hind of London in 1584 expressed
a common attitude that, "he knew his tymes for labor...and would go

[to] sea when [it] pleased him...".2®

Nineteen-year old mariner
William Rogers was prest by Captain Richard Nashe in 1590 under a
commission to serve in Sir Francis Drake’s squadron.?? Like most
seamen, Rogers deeply resented being obliged "to goe to

sea...against his will...". 2% Nashe had Rogers and other impressed

seamen appear before the Mayor of Tinbury in Pembroke who told them

#? Monson was referring to the lack of charity for sick seamen
and the irregularity of seamen’s pay. William Monson, The Naval
Tracts of Sir William Monson vol. IV, 244.

20 ‘Wwalter Raleigh, Judicious and Select Essayes and
Observations, 30.

267 PRO HCA 13/25/176V.
262 PRO HCA 1/44/2.

263 PRO HCA 1/44/3.
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they had to serve. Even in the face of this coercion, Rogers
"refused to serve the said nashe & would gladly haue byn cleare of
him".%% In March 1589, Chris Cockery was pressed with his ship,
the Talbot of Hull, and her crew to carry the Queen’s soldiers.
The Master and crew were loathe to serve,

and thinkinge to avoide the same both he and

his men hid them selves, whereof complainte

was made to the Lord Treasorer and the said

Cockery threatned to%?rison for neclectinge

the Quenes service...
Other than patriotism, naval service had few attractions for
seamen.

Exact numbers do not exist but volunteers were a minority in
the navy. Gentlemen captalns and volunteers were anxious to serve
their Queen but they also stood the greatest chance to be
recognized for courageous service and, unlike most seamen, had
financial security. They were also free from most naval discipline
and at least some of the unpleasantries of shipboard 1life.
Maximizing one’s income was critical for the great majority of
seafarers and their families. Unlike privateering or piracy, naval
service offered little hope of rich "booty" for the average seamen.
Merchant voyages promised regular and higher wages without the
hazards of life on men-of-war. Raleigh claimed that seamen’s

aversion to the sovereign’s ships resulted from their "feare of

penurie and hunger...", the "case being cleane contrary in all

264 PRO HCA 1/44/3.

265 PRO HCA 13/28/8.
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Merchants ships...".%® Naval wages were lower than in other areas
of maritime employment and if payment was made at all, it was often
delayed for long periods.?% The prompt payment of wages was
especially important to seamen with dependents. Unpaid and idle
seamen could pose a threat to the social order: they were much more
likely to commit crimes for basic subsistence or to join to ranks
of the able-bodied poor on parish relief. Because naval service
offered few incentives, the Crown had to resort to methods of
coercion to furnish manpower for the navy.

The problem of manning the navy was an age-old one.?® The
usage of impressment pre-dates the statute of 1378 which dictated
that seamen between the ages of 18-60 were eligible for the
monarch’s service.?’ Essentially there were two main methods of
impressment used in this period. Firstly, the Privy Council used
the 1583 survey of seamen as a starting point to determine quotas
for each coastal area. Vice-admirals were then obliged to impress
the required number and have them ready for embarkation on a
designated day.?® The second method was reserved for emergency
situations when valuable time could not be wasted on the

bureaucratic chain of command. In these cases, the Queen simply

266 Raleigh, Judicious and Select Essayes and Observations, 30.

27 Michael Duffy, "The Foundations of British Naval Power", in
The Military Revolution and the State, 1500-1800, ed. Michael
Duffy (Exeter: University of Exeter, 1980), 68.

268 youings, "Raleigh’s Country and the Sea", 269.
29 puffy, "The Foundations of British Naval Power", 69.

270 pollitt, "Bureaucracy and the Navy", 124.
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authorized a local official to impress the stipulated number of

men.?”' The Elizabethan navy relied on both forms but the first

method was the most common.
Seamen were entitled to prest and conduct money. A levy of
seamen in the Cinque Ports in 1602 ordered officials to:
give them [the saililors] twelve pence for
imprest money and after the rate of a half-
penny the myle for their conduct from thear
[the Ports] to Chatham in Kent, and chardge
them uppon payne of death to present
themsselves before the officers of the navye
by the laste daie of the present January to be
disposed  into soch shippes as shalbe
meete. . .27
Conduct money was variable according to how far the seamen had to
travel for service; one shilling was typical for prest money.?"
While many seamen accepted prest money, this did not
necessarily mean that they intended to serve. Some sought ways to
collect the money "and then plucke their heads out of the

Lars Resistance to service took other forms as well.

coller"
Desertion (examined below) was undeniably a problem. Straggling
seamen were a great source of discontent among commanders.
Clearly, seamen were in no hurry to report for duty: 1if service

could not be evaded it could be postponed to the last possible

moment. Sometimes opposition could take violent forms. The need

7 1tbid., 124.

222 J,J.N. McGurk, "A Levy of Seamen in the Cingque Ports,
1602", Mariner’s Mirror 66 (1980), 139.

273 1pid., 141; Padfield, Armada, 94.

274 R. Hawkins, Observations, 22.
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to press men for the Queen’s ship, the Antelope, resulted in a
brawl between sailor John Richard and an impressment official in
Apr;l, 1589.%™ Richard testified that the official tried to give
him press money but Richard was already pressed to sail with the
Earl of Cumberland aboard the Queen’s ship, the Victory.
Cumberland, aboard the Victory, and a small number of privateers
were sent to the Azores by the Queen around the same time to
intercept Philip II’s treasure fleet.?® Thus, Richard threw the
money upon the ground and attempted to flee. He contends that the
official threatened “he shoulde goe before the Constable and serve
or he woulde kill him...".%” Richard Sharp, a wax chandler in a
nearby shop, corroborated Richard’s story; Sharp intervened to stop
two strangers fighting 1in the street “"chardinge them 1in her
majestys name to kepe the peace...". Sharp heard the official
threaten to kill Richard, to which Sharp answered "he muste not
presse men with swordes, but ife that he had any commission to
presse men vse it in good order as it oughte to be vsed...". 2% In

their defence, impressment officials were under considerable

pressure to furnish seamen and ships in less than advantageous

2> The official might have been trying to find men for the
Portugal expedition of 1589 under Drake and Sir John Norris. There
were two ships in that expedition named the Antelope but neither
was the Queen’s. See R.B. Wernham,ed., The Expedition of Sir John

Norris and Sir Francis Drake to Spain and Portugal, 1589 (Great
Britain: Navy Records Society, 1988),332-333.

276 corbett, Drake and the Tudor Navy vol.II, 336.

277 PRO HCA 13/27/324v.

278 pRO HCA 13/27/324-v.
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circumstances. In this case, the impressment official’s account is
never recorded but it is understandable why he might resort to
violence to cope with seamen’s defiance of his commission.
Contemporary opinion held that Admiralty officials were instructed

219 1t was a

to f£ill their quotas "vppon paine of there lives".
difficult task to fill the ranks of the navy given seamen’s passive
and active opposition.

There is abundant anecdotal evidence that the quality of
seamen secured by impressment was fairly low. In 1597, the Earl of
Essex released many of the seamen impressed by the pressmasters
because they "knew not one rope in the ship".®° Commanders made
regular complaint of the calibre of men under their charge:
“tailors, potters, and the like" and "men of all occupations, some
of whom did not know a rope and were never at sea" found their way
on board.?®’ Raleigh’s orders for a 1617 voyage acknowledged the
presence of "landlubbers": they were to "learne the names and
places of the ropes, that they may assist the Sailors in their
labours upon the decks, though they cannot goe up to the tops and

282

yards". Contemporaries alleged that local officials (mayors,

justices and constables for instance) used the press system as an

279 The commission was reputed by Peter Hills, one of London’s
most respected mariners and shipowners, to contain these words. PRO
HCA 13/35/394v.
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opportunity to rid their jurisdictions of "infirm persons", "idlers
and boys", "rogues taken up in the streets" and "the scum and dregs
of the country".?® Again, use of undesirables to man the navy was
not new. Henry VIII used “ruffians, vagabonds, masterless men,
common players and evil-disposed persons” in his navy.?® Frequently
the most skilled seamen possessed the status and financial
resources necessary to evade the press through bribery or

285

influence. In 1597 it was reported that men could suborn press

officials for £1 a head.?® Raleigh claimed that “"either the care

therein is very little, or the bribery very great, so that of all

shipping..." the monarch’s ships "are ever the worst manned...". 2%

He stated that:

the [impressment] Officers doe set out the
most needy and unable men, and...doe discharge
the better sort, a matter so commonly used, as
that it 1s growne into a Proverbe amongst the
Saylers, That the Mustermasters doe carry the
best and ablest men in their Pockets, a
Custome very evill and dangerous.. .28

For the more skilled seamen, it was worth their while to pay £1 or
more to rid themselves of service as they could make a much greater

profit in other forms of maritime employment, with less risk.

28 Scammell, "Sinews", 358; Keevil, Medicine and the Navy, 78.

28 gcammell, "Sinews of War", 356.
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However, the state’s power and need for manpower compelled large
numbers of capable men to serve along with "the dregs".

The Crown did resort to drastic methods to see that seamen
served the state. Given the shortage of naval gunners in the early
years of the war, they were forbidden to leave the realm in 1586 in
anticipation of a Spanish invasion.?®’ In March 1590 the Privy
Council ordered the Deputy Lieutenants of se