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I am  deeply conscious o f the honour w hich your In s titu te  
has accorded me in  asking me to  be your President and  it  is 
w ith  some trep idation  th a t I  now  address such a highly tech
nical body of professional m arine engineers a t a tim e when 
m arine m achinery and  all the technical achievement behind it 
has reached such a h igh  plane of advancem ent and  w hen ships 
have become, quite apart from  m ain  propulsion , such a mass 
o f engineering equipm ent and  m echanical devices. A lm ost 
from  stem to  stern and  truck  to  keel every p art of the m odern 
vessel’s navigational and  safety requirem ents and  all the 
creature com forts of everyone on board  spring from  engineering 
invention and  ingenuity, and  all are linked to  the engine room  
from  w hich their prim e source em anates, to  such an  extent 
th a t the m arine engineer of today symbolized by th is Institu te  
is a  m ost vital factor in  the w ell-being of the national economy 
and  of every one of us in  th is island kingdom . A lthough m y 
technical knowledge is, in  the face of such a distinguished 
body as this, o f little consequence, I  am , as a shipow ner, very 
well aw are of the num erous problem s w hich beset you and 
have in  fact always marvelled a t your unfailing  ability to  solve 
them , m aking available still better ships fo r shipowners to 
use.

Y our recent achievements include satisfactory arrange
m ents enabling heavy fuel oils to  be b u rn t in  m otorships and  
the first p ropulsion  gas turbine to  go to  sea in  a com m ercial 
vessel, an d  there is n o  doubt th a t you are addressing your 
a tten tions tow ards atom ic engines an d  will be in  the fore
fron t w hen the tim e comes. T he  am oun t of though t, study 
and  research behind such developm ents is m ost impressively 
exemplified by the papers read before this In s titu te  and the 
lively discussions th a t follow, as can be seen from  your m onthly  
T r a n s a c t io n s , the value o f w hich cannot be over-emphasized.

T he  w ork of the B ritish Sh ipbuild ing  Research Association, 
Pam etrada and  sim ilar bodies in  the developm ent and advance
m ent of new ideas in  ships and  their m achinery is w orthy of 
special m ention, and will surely lead to the m ost rap id  devel
opm ent an d  testing of new engines for the m in im um  expen
d itu re  of tim e and  money, thereby avoiding the early mistakes 
o f m otorships, some of w hich w ent to  sea before their tim e 
and  a t the shipow ners’ expense and  sometimes sorrow. It 
should be rem embered th a t the cost of everything in  connexion 
w ith ships, be it research, developm ent o r final construction  
and  fulfilm ent, together w ith  the tim e of everyone engaged 
a t every interm ediate stage, is ultim ately borne by the sh ip
ow ner, who eventually pays the bill and  shoulders the respon
sibility for sending the finished p ro d u c t to  sea w ith  hum an

souls on board. Shipow ners therefore do well to  follow techni
cal developm ents as closely as possible and  indeed to  reiterate 
from  tim e to  tim e exactly w hat it  is th a t the shipow ner w ants. 
F irs t o f all m ust surely come reliability, followed very closely 
by durability  and  for these reasons the decision to  try  o u t a t 
sea the first gas turb ine in  a vessel having three other prim e 
movers w ould appear to be absolutely righ t, safeguarding the 
shipow ner as it  does against any th ing  w orse than  a slight reduc
tion  in sea speed in  the event of teething troubles, stoppage or 
breakdow n d u ring  the experim ental period.

R ising costs of everything connected w ith  the bu ild ing  
and  operation of sh ipp ing  have b rough t about a num ber of 
great changes in  the type of ships w hich can be com m ercially 
operated satisfactorily and  m anage to  show a profit, w ithou t 
push ing  freight to  such a high level th a t econom ic chaos w ould 
result.

F irstly , it  has become expedient to  increase the speed of 
ships for no o ther reason th an  to reduce the num ber of days 
on  voyage to  w hich such h igh ru n n in g  costs apply , the add i
tional expenditure on  fuel, expensive though  bunkers now  are, 
being very m uch  less th an  the expenses for the days saved. 
Again, since ru n n in g  costs do n o t increase in  direct p ro 
portion  to  cargo carry ing  capacity, it is expedient to  increase 
the size of ships considerably. Engines are therefore very 
m uch bigger and m ore pow erful th a n  previously and  it seems 
tha t the days of the 10 kno t 8,000 ton  deadw eight ships are 
over. W e now have twice o r three times the horsepower tha t 
we used to  have in  otherwise com parable ships. C oncurren t 
w ith  th is dem and for bigger and  faster ships, m arine engine 
builders have produced bigger an d  better engines such th a t 
it is now general for all ships to  be single screw except for 
the larger and  faster specialized vessels. Reliability of bigger 
engines is, however, perhaps n o t always so easy of atta inm ent, 
yet when it is realized how m uch  costs have risen since the 
w ar it will be appreciated th a t th is  question  of reliability 
has become m ore im portan t th an  ever, fo r it now  becomes 
unthinkable tha t an  ord inary  ship w orth  over a m illion pounds 
(and m any cost more) costing between £500 and  £1,000 per day 
should be im m obilized a t sea o r delayed in  p o rt by m achinery 
troubles, and I now suggest th a t fo r the m odern single screw 
ship of th is value, one engine driv ing one propeller is too 
m any very expensive eggs in  one basket. F u rth e r, if th a t 
engine should be Diesel, then to  ask the shipow ner to  feel 
happy about being dependent on a single 90-odd ton  crank
shaft, w hich apparently  cannot be guaranteed against failure 
during  the ship’s norm al life, is now becom ing rather a tall
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order. All fu tu re  m achinery types should therefore be con
centrated on  at least two engines per propeller linked together 
either by m echanical or other means and  so arranged tha t 
either partia l o r complete failure of one engine for however 
sho rt a  period of tim e does not, even m om entarily, cause 
th a t propeller to  be inadvertently stopped, thereby ensuring 
tha t o u r ships w ill a t all times be under com m and and the 
hoisting of tw o black balls to  the m asthead becomes even more 
rare than  happily  it is a t present, even though  gas turbines 
o r  o ther types of new prim e movers come along and take to 
the sea in  increasing numbers.

T he  biggest rem aining risk of total im m obilization w ould 
then  probably be failure of propeller shafts and  it m ay well 
be th a t th is w ould be m uch  reduced by the adoption of slower 
propeller speeds possible w ith a m ulti-engine arrangem ent 
em ploying gearing o r electrical transm ission, w hilst the isola
tion  of the propeller shafting  from  the prim e source of power 
w ould no  doubt have a sim ilar beneficial effect.

T here is ano ther difficulty w hich, w ith the larger single 
d irect coupled engine un it, makes itself increasingly felt as 
engine pow ers advance over the 4,000/5,000 horsepower mark. 
I refer to  the m atter of dock trials after repairs and ad just
m ents. W hereas in  the past it was possible to  try  gently 
engines of about 2,000 horsepower alongside the quay before 
sailing w ithout interfering in  any way w ith  norm al cargo 
operations, it is becoming increasingly difficult to  obtain per
mission from  dock and  harbour authorities to tu rn  over the 
propeller of the m odern m edium  to high powered vessels having 
5,000 or m ore horsepower, where the disturbance and  danger 
to  o ther craft, also m ooring difficulties, make it  unwise to  do 
so. Yet, from  the shipow ner’s po in t of view, it is very neces
sary that, a fter every repair or adjustm ent m ade to the engines 
in port, they should be tried  before leaving the quay and 
casting off. Surely it cannot be righ t in  this year of grace 
1952 tha t we should load our m illion pound  ship w ith  expen
sive cargo, take passengers on board, cast off from  the quay 
and  w ait un til the pilot orders the first engine movem ent, 
maybe w ith a contac t damage im m inent, before the engines 
are tried. Some disconnecting arrangem ent between engines 
and propeller is necessary to  enable the engines to  be ru n  a t 
will w hilst alongside the quay and  this is a t once feasible and 
easily possible in  the geared o r electric drive already referred 
to and  a second very im portan t reason fo r developm ent to  be 
along these lines as m uch  as ever possible.

N one of these though ts should be taken as criticism  of 
the reliability o f engines as a whole. You, as engineers, will 
know  better th an  any  how rem arkable it is th a t such intricate 
and  com plicated m achinery can, day in , day out, year after 
year, so faithfully  and  w onderfully  tu rn  ou t the revolutions 
w ithout falter, indeed I am sure th a t m any inventors and 
designers have been tru ly  amazed a t the unfailing  reliability 
of their brain-children. B ut m aterials can  and  do fail under 
stress w ith o u t w arning or apparen t reason and  all concerned 
will righ tly  w ish to  ensure that, even so, ships can and  will 
continue in  service and  reach p o rt w ithout assistance.

T he  larger engines now  com m on in m ost ships have 
resulted in  an  increasing im portance being attached to  the 
engineering departm ent a t sea and  a higher standard  of engin
eering skill and  ability  is required to  tend  the m achinery w hich 
daily becomes m ore in tricate and  com plicated. T he  w ork of 
your In s titu te  in  the im provem ent in  tra in ing  an d  grading 
of th e  rising  generation of fu tu re  m arine engineers is there
fore of extreme im portance and  com m endable in the extreme. 
I t  is gratify ing th a t the shipow ners, realizing the im portance 
of th e  w ork you are do ing  to  im prove the status of those 
w ho go to  sea, are playing their p a rt in  the provision of 
im proved accom m odation, the standard  of w hich in  m ost new 
vessels is now  very h igh indeed and  w ould seem to  leave little 
if any th ing  to  be desired. T here is, however, some room  for 
im provem ent in  service conditions from  the hum an aspect, 
apart from  living conditions and off-duty amenities. I refer 
to  engine-room  design and layout w ith  a view to m aking the

engineers’ w ork dow n below no t only as easy as possible, bu t 
even pleasant, w hich can be helped by careful engine-room  
layout even to  the extent o f tak ing in an extra frame space 
or tw o in  the interests of accessibility for overhauling, ample 
space for w orking a t all parts of the engines and  auxiliaries, 
plenty of light, a ir space and ventilation, and  even an attem pt 
to  make the whole engine room  a pleasant place and , to  the 
engineers, even a place of beauty. I t is no exaggeration to 
say th a t so to  do will result in a degree of pride in his engines 
in the outlook of every engineer on such a ship, w hich will 
result in  trouble free operation at a trem endous saving in  m ain
tenance costs due to his extra and  freely given diligence and 
care, w ithout w hich all the im provem ents in engine design may 
come to  naught, for o f w hat avail all the efforts of all the 
engine designers and  m anufacturers if the final engine room 
environm ent is no t conducive to  pleasant w atch  keeping and 
easily organized m aintenance from  the hum an  aspect of the 
operating staff. I t  is no t too  m uch  to  say th a t th is hum an 
aspect should influence the design and  layout of every part 
of the ship’s m achinery and  auxiliaries from  the earliest stages 
to  the finished product, fo r w ithou t it any technical advance
m ent m ay prove to  be no advance at all. W ith  it, coupled 
w ith  the better living conditions now general, the best men 
of the righ t type will be attracted  to  and  rem ain in  the pro
fession of sea-going engineering to  the general benefit of the 
industry  as a whole and  to  this Institu te  in particular.

Ju s t recently, the new A m erican liner U nited States has 
com pleted her record-breaking m aiden voyage and , although 
the spotlight of success shines upon  the C om m odore of tha t 
fine ship, it m ust be remembered tha t the engines did the job. 
I t  is gratifying to  recall th a t the late S ir Charles Parsons, by 
his invention of the steam turbine, made th is possible.

T h e  m ost d istu rb ing  feature of present day cargo ship 
operation is the p roportion  of tim e spent in port. P o rt con
gestion is general in  m any countries, in  some very seriously 
so, w ith  the result th a t on  m any trades at least half the sh ip’s 
tim e is spent alongside the quay or a t anchor aw aiting tu rn  
to get alongside. W ith  daily ru n n in g  costs and  expenses as 
h igh as they are this is in  itself a very serious m atter, reducing 
as it  does the effective carry ing capacity  o f o u r m erchant fleet, 
and  increasing the cost of practically  every com m odity  to  the 
consum er. I t  m ust also be m ost discouraging to  you as m arine 
engineers to  see your m odern  fast and  efficient ships speeding 
on  passage to  destination only to  w ait about on arrival fo r a 
cargo berth. Fantastic, too, tha t on m any occasions the 
m axim um  possible sea speed is necessary fo r no o ther reason 
than  to  get in the queue of w aiting ships as soon as possible. 
I t  therefore becomes of the u tm ost im portance to  speed up 
cargo loading and  discharging operations as m uch  as possible 
and, a lthough the principal delays are w ith  the po rt ra ther th an  
the ship, nevertheless any im provem ent in  the ship’s cargo 
gear w ould always be welcome. O n this subject it seems strange 
th a t over the past years, w hen such huge technical strides have 
been m ade in  every branch of m arine and m echanical engin
eering, there still seems to be no better cargo gear than  ordinary  
winches and  derricks w orking in union purchase as has been 
general alm ost since the beginnings of sea transport. Of the 
ships’ deck cranes available, none seem to be quite able to 
oust derricks from  alm ost universal favour. A lthough this 
is perhaps no t strictly  a m arine engineer’s problem , it  seems 
certain to  me tha t if you can spare the tim e and  tear your
selves away from  the intricacies and delights of your engine 
rooms for a very short tim e, you could  produce the answer 
in  a safe, efficient, foolproof, no t too bulky, no t too expensive 
deck crane for sh ip’s use.

In  the m eantim e, a really safe topp ing  arrangem ent for 
derrick booms capable of lifting, sustain ing under load and 
low ering w ithout having to  transfer the hoisting wire from  
w inch to  cleats and cleats to  w inch every tim e, is rather 
necessary in order to  elim inate the otherwise ever present risk 
o f dam age o r in ju ry  w hich can, and  frequently does, occur 
due to  derricks crashing dow n ou t of control. W hen it is 
realized th a t the average ship has 12 o r 14 derricks which
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have to  be raised and  lowered every tim e she enters and  leaves 
po rt, th a t th is w ork often has to be done in  the dark, perhaps 
w hen the ship has a slight list w hich, w ith  present arrange
m ents, makes it a tricky operation, and th a t any delay in  
getting  th ings ready fo r cargo or ready for sea m ay result in 
considerable delay, all will agree th a t there is room  for 
im provem ent.

T he  bu ild ing  of better ships is the aim  of the shipbuild ing 
industry , bu t their efficient and satisfactory operation th rough 
o u t their entire useful life is the w ork of the shipow ner and 
his technical and  sea-going staff. T he  co-operation between 
all these th rough  the m edium  of the In s titu te  of M arine 
Engineers and  k indred institu tions is achieving comm endable 
results of w hich we can all be proud.
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