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Throughout the eighteenth century, Parkgate was well-
known as a passenger port for Ireland. One of the factors
which gave it this status was the patronage shown to
Parkgate by the yachts of the Royal Navy appointed to the
service of the Lord Lieutenant of Ireland, from the 1660s
until the 1830s. Because the yachts were much smaller than
most other classes of naval fighting vessel, they were able to
enter the shallow waters of the Dee estuary. In doing so,
they were instrumental in stimulating the passenger traffic
between Parkgate and Dublin.

Yachts were first known to Britain and to the Royal Navy
in 1660. Before that, a small warship had been stationed 1n
Irish waters and was known as ‘Her Vlajesty s Irish Galley’.!
In 1576 Lord Deputy Sidney asked for ‘one of her Majesty’s
ships to lie upon the Irish coast for the safe conduct of
treasure’.” He was sent the 90-ton Handmaid. In 1627 ten
small vessels called Lion’s Whelps were built, numbered
one to ten, and two of them, the fifth and ninth, were
employed in Irish waters.” The Earl of Cork, Lord Justice of
Ireland, sailed to England in 1629 from Youghall to Milford
and returned via Beaumaris where he intended to hire a
vessel. But there appeared a king’s ship, a pinnace called
the Ninth Whelp, sent to convey him to Ireland. However, the
Ninth Whelp was blown eastwards to the Dee estuary and had
to shelter at Dawpool before sailing to Dublin.* As well as
the Royal Yachts which from about 1661 were specifically at
the disposal of the chief governor of Ireland, there were
naval vessels stationed in Irish waters whose duties were
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primarily defensive, to deal with privateers and to escort
merchant vessels in convoy. As time went by and ships
generally became larger, men-of-war became too large for
Chester Water, as the Dee estuary was then often termed. In
the 1670s the Norwich, at 160 tons small enough to enter the
estuary though not recorded there, was taking convoys from
Dublin to Holyhead.” By 1704 however, the Hector (493 tons)
and the Valeur (321 tons) were gathering ships for convoys to
Dublin, Bristol or London:® but they were marshalling their
charges outside the estuary, in the deep water anchorage at
Hoylake. From then on the only regular vessels of the navy
which could enter the estuary were the Royal Yachts.

On his return to England in 1660, Charles II was taken
from Breda to Scheveningen, where his English convoy lay,
on a Dutch yacht which he greatly admired. In Dutch ‘jacht’
derives from a word meaning hunt or chase; they were light,
fast-sailing vessels, suited to the shallow waters of the
Netherlands. Their manoeuvrability made them useful for
short journeys, and they were particularly suitable for the
purpose encountered by Charles II: the carriage of nobility
or officials whether on state affairs or for pleasure. The
king’s admiration so impressed the Burgomaster of Amster-
dam that he asked leave to present a similar vessel. This was
the Royal Yacht Mary sent to England in August 1660 as a
gift from the City of Amsterdam.” The Mary’s design was
highly thought of in England, and two yachts similar to the
Mary were built in England in 1661. Sir John Evelyn ‘sailed
this morning with his Majesty in one of his yaachts (or
pleasure boats), vessels newly known amongst us, til the
Dutch East India Company presented that curious piece to
the King, and very excellent sailing vessels’.® (Sir John was
mistaken about the donor.) The Stuart kings commissioned
no less than twenty-six yachts by 1686. In 1700 there were
still fifteen in service, and in those years they were chiefly
used for general naval purposes which involved short jour-
neys. These included ferrying people and despatches across
the English and Irish channels, surveying, and dockyard
duties. The yachts in the service of the king were often used
together: there survives a sketch of five yachts ceremoni-
ously grouped to witness the launching of HMS Grafion in
1771.7 By that time the ‘hunting’ attributes were no longer
required and Falconer’s dictionary of 1769 described a
Royal Yacht as

A vessel of state usually employed to convey princes, ambassadors or
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other great personages from one kingdom to another. As the principal
design of a yacht is to accommodate the passengers, it is usually fitted
with a variety of convenient apartments with suitable furniture ...
They are in general elegantly furnished and richly ornamented with
sculpture, and always commanded by captains in His Majesty’s Navy.
The Royal Yachts are commonly rigged as ketches, except the prin-
cipal one reserved for the sovereign, which is equipped with three
masts like a ship.'?

The yacht design was gradually adapted to English
requirements. The original Dutch vessels were yacht-rigged,
with a single mast, a mainsail, a square topsail and two
headsails. The Mary had leeboards looking like huge
paddles attached to the sides, as may be seen in the model
of the yacht in the Liverpool Maritime Museum, but the
English copies of the yacht design omitted the leeboards. Of
the Royal yachts which visited Parkgate, the Portsmouth was
certainly of this type as may be seen from a painting by
Willem van der Velde made in 1674."" Gradually a second
mast was introduced: a small mizzen-mast resulted in a
galliot-rig; a larger mizzen-mast produced a ketch-rig. Most of
the yachts built after 1680 were probably ketch-rigged. A
drawing in William Sutherland’s Britain’s Glory or Ship-
building Unveil’d of 1717 showing a ketch-rigged yacht may
represent the RY Dublin which Ez)layed an important part on
the Parkgate to Dublin route."? In a few cases the larger
yachts were ship-rigged; that is, they had three masts and
square sails. Falconer’s reference to the sovereign’s ship-
rigged yacht refers to the RY Caroline, built in 1749 with the
large size of 252 tons. But the RY Dorset, built in 1753
specifically for the Irish service, was also given three masts.
They can be seen on the model of her hull in the National
Maritime Museum, Greenwich, which also has a painting of
her in 1788 by JT Serres.'” This latter is a watercolour
sketch, but Serres also painted a large oil called Lighthouse in
Dublin Bay which shows the RY Dorset.'* The modern
association of yachts with racing would have appealed to
Charles II, who in fact was racing his Catherine against the
Duke of York’s Anne for £100 when Evelyn recorded the
match in 1661. But the yachts on the Dublin station did not
race, and the use and development of the type for private
pleasure cruising was introduced by the foundation of the
Royal Yacht Squadron in 1815."°

After his first enthusiasm for the Mary had died down,
Charles II handed her to the navy for the public service,
apparently in 1661.'"° She was soon stationed at Dublin,
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possibly at once, and possibly by direct command of the
king if Robert Lyle (who was clearly unfamiliar with the new
‘word ‘yacht’) was correct when he wrote in 1663,

I was going on to catch the packet-boat at Holyhead, ha\mg found no
convenience at Chester; but as I found here the Mary Jack (given by thc
King to the Lord Licutenant) ready to sail, I am going over by her.

The Mary was first recorded in Chester Water in 1666 when
she was at Dawpool awaiting money for Ireland.'"® From the
Dublin end we learn how much: “The Mary yacht, arrived
here on Monday, brought £11,700 in her’." This was the
role, the transport of ‘treasure’, for which a naval vessel was
ideal, and for which Lord Deputy Sidney had asked in 1576.
Money was too valuable to be entrusted to the Post Office
barks at Holyhead, and at this date was too heavy to be
transported through North Wales. During the 1660s the
Mary was working with a small naval vessel, the Harp, which
carried ten guns to the Mary’s eight, so both were lightly
armed against the dangers of the high seas. Not all the
dangers of naval life were on the seas, however, for in 1667
both ships were at Dublin, petitioning the Navy Commis-
sioners for fifty-two weeks’ pay, ‘that their families may not
be starved in the streets, and themselves go like the heathen
having nothing to cover their nakedness’.”” The usual task
for the Mary, as it was to be for all her successors on the
Dublin station, was to carry notable passengers to and from
Dublin. In 1667 ‘the Mary yacht pleasure boat’ (recalling
Evelyn’s phrase) was at Dawpool to receive Lady Ossory,
and during 1669 she was taking passengers from Dublin to
Holyhead, to Milford and to Chester by which is meant an
anchorage in Chester Water.?! Such evidence that survives
suggests that Dawpool, three miles down river from Park-
gate, was the Mary’s usual landfall in the Dee estuary. When
the new Lord Lieutenant, Lord Berkeley, was anxious in
1670 to reach his new appointment as quickly as possible,
he left all his ‘equipage, place and goods to follow as they
could’ and went to Dawpool, where he, with his wife,
children and gentlemen of his tram embarked on the Mary
and Monmouth yachts for Dublin.*

In 1674 it was at Dawpool that she was paid off: ‘Last
Wednesday the Mary yacht was paid forty-six months pay
at Dawgool in this river and yet she is still sixteen months in
arrear’.”” The lack of pay no doubt contributed to a scandal
in 1672 when James Leslie, gunner on the Mary, accused his
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captain of being ‘a drunken, idle, debauched fellow’ who
was cheating the King by forging seamen’s tickets and
selling the ship’s gunpowder.?* Although Captain Sharland
was eventually acquitted of these charges, he was removed
from the ship, being replaged by William Burstow. It was
Burstow who was in command for the Mary’s last voyage in
March 1675. She had sailed from Dublin bound for Chester
water (and so probably for Dawpool) but during a foggy
night she struck a rock on the Skerries, off the coast of
Anglesey near Holyhead. The Mary’s official complement
was listed as twenty men in peace time, thirty men at war.”’
On this voyage she carried a crew of twenty-eight, four of
whom were lost including Captain Burstow. Of the forty-six
passengers, thirty-one were lost including the Earl of
Meath.?”® Some artefacts from the wreck, which was
discovered in 1971, can be seen in the Liverpool Maritime
Museum.?’

The loss of the Mary meant that the Secretary for the
Navy, Samuel Pepys, had to find a replacement suitable for
the conditions of the Irish sea. He wrote first to Captain
Baker of the RY Merlin to say that it was his turn for Ireland,
but that if he thought his vessel was too ‘sharp’, meaning
that the section of her hull was relatively narrow so that the
ship might roll over if she went aground, ‘being thereby
rendered less fit to lie on the ground for Ireland’, the RY
Monmouth must go instead.”® The need for ships using the
Dee to lie aground safely was equally true at Holyhead.
Baker must have claimed that the Merlin was unsuitable, for
Pepys next wrote to Morgan Kempthorne, captain of the
Monmouth: “These are to tell him that either he or the Merlin
is to attend the coast and service of Ireland in the room of
the Mary, lately lost; and the Merlin being judged not fit
through the rankness of her keel to lie on the ground at
Holyhead, it will be for his vessel to go, but he may if he
wishes exchange with the commander of Merlin’.?
Kempthorne chose to go himself and captured a French
privateer on his way to Dublin.*® The RY Monmouth, built in
1666, had been briefly to Dublin before, in 1669 when
Captain Fazeby was ordered to take the Earl of Orrery there
from Milford. But Fazeby was unhappy about the condi-
tions: ‘If this yacht stays upon the coast she will be quite
spoiled as she will not take the ground’.*! As we have seen,
the Monmouth helped the Mary to take Lord Berkeley to
Dublin and then returned to the English Channel where she
remained until 1675. If Fazeby thought the Monmouth was
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unsuitable then clearly the Merlin was even less suitable.
Perhaps this is the explanation for the switch between
vessels by Grenville Collins, who was appointed to the
Merlin in 1681 for his great cartographic survey of the coasts
of Great Britain, but who changed to the Monmouth in 1683,
apparently returning to the Merlin when his survey was
completed.j2 It was the RY Monmouth, therefore, which in
1676 brought the Countess of Essex, wife of the Lord
Lieutenant, into the anchorage at Neston under the
command of Morgan Kempthorne.*® This visit provides the
first recorded use of the Neston anchorage, of which Park-
gate forms a part, by a Royal Yacht. She remained on the
Dublin station for another two years, when she needed
repair.’* She returned to the English Channel for a while,
but Greenvile Collins was using her when he made his chart
of the Dee estuary in 1686.>> The Monmouth returned once
more to the Dublin station in 1689 and stayed there for the
rest of her naval career. ,

Her replacement in 1679 was the RY Portsmouth.”® The
Portsmouth, 133 tons, built 1674, remained in the service of
the Lord Lieutenant until 1687. Her portrait (see note 11)
shows the richly carved detail, painted and gilded, not only
on bow and stern but along the sides as well, with wreaths
round the gun-ports. This rich decoration was a feature of
many, perhaps all the Royal yachts and emphasised their
dignity as vessels of state. In 1765 the RY Dorset was ‘carved
and beautified in an elegant manner’ at Parkgate.’’ Few
details of the Portsmouth’s service have survived before 1686.
Then for eighteen months we have the journal or log book of
her captain, William Wright, so that for the first time we
have exact details of a yacht’s sailing pattern;*® and the
pattern had clearly changed. Whereas the Mary apparently
used Dawpool as her regular anchorage in the Dee, the
Portsmouth’s log mentions Dawpool only twice out of twenty-
one landfalls in the estuary, and in each case Dawpool was
only a temporary halt before anchoring in Beerhouse hole at
the northern end of Parkgate. The journal shows that the
yacht was sailing between Dublin and either Parkgate
(seventeen times) or Holyhead (ten times). In October 1687
William Wright sailed the RY Portsmouth to London, where
he joined his new appointment, the RY Monmouth, which he
brought back to the Dee as a part of the fleet which sailed
from Deptford to Hoylake in July 1689. The fleet entered
‘into hoylak. So we anchored in wild rode till 4 afternoon in
8 fathom water att 2 flood, and then way and sayled up
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chester river and anchored att parkgate in 42 fathom water
2 flood’. He hauled ashore, had the sides of the ship
washed and returned to Hoylake. On 10th August, “This day
the Army be%an to imbarque for Ireland. God prosper their
proceedings’.”? Once the war was over the Monmouth
resumed the normal service of the Lord Lieutenant, ferrying
both passengers and money.

At this period the voyages were usually between Dublin
and Parkgate, because in 1689 James Vickers became the
contractor for the Post Office packets at Holyhead, and as
we shall see, he insisted that Captain Wright should not
interfere with Vickers’ passenger traffic. The fact that
Wright therefore sailed to Parkgate except when his orders
or the weather required him to visit Holyhead, must have
been a major factor in the development of Parkgate as a port
for passengers. Another attraction of Parkgate seems to
have been that it was a suitable place to effect minor repairs,
where Wright’s men could grave and tallow the hull, and
there were carpenters to caulk the seams. The last duty of
the RY Monmouth was to land the Earl of Athlone at Parkgate
and have her hull washed before sailing to Deptford to be
sold in 1698. For the first four years of her stay on the
Dublin station, the Monmouth was accompanied by another
yacht, the RY Navy, commanded by Phineas Pett, for which
relatively little work was found.*® Unusually for a yacht she
spent quite a lot of time at Liverpool. In June 1693 Captain
Pett was brought a fresh command, the RY Soesdyke which
had just been bought by the Royal Navy, but Pett was
replaced as a commander in 1694 by George Breholt.*' It
was the Soesdyke under Breholt which therefore took over the
role of Lord Lieutenant’s yacht, performing the usual
duties, with Parkgate more often than not providing its
landfall. In 1696 James Vickers of Holyhead complained
once more that ‘the yachts which are ordered to attend his
Majesty’s service between Dublin, Holyhead and Chester
do convey passengers, which were used to be carried in the
pacquet boats, whereby he is a great sufferer’.* The
response of the Treasury Lords was to desire ‘that the like
injunctions may be given to all the captains of his Majesty’s
yachts as hath been formerly given to Captain Wright’. Yet
it is difficult to see what Vickers had to complain about, as
in 1695 the Soesdyke visited Holyhead only once; in 1696 she
visited Holyhead three times and Beaumaris once up to
September, the date of Vickers’ petition. Of course, Vickers’
contract to carry mail gave him no monopoly of passengers,




74 G.W. Place

and his touchiness merely reinforced the tendency of the
yachts, and therefore of the quality traffic, to visit Parkgate.

In 1701 Breholt exchanged the Soesdyke for another yacht,
the Charlotte, 143 tons, built in 1677, which served a
remarkable 84 years before being rebuilt in 1763 and finally
broken up in 1771.** A slightly different sailing pattern
began to emerge, no doubt caused by the shifting sands of
Dee making Dawpool once more a favourable anchorage.
Breholt often landed his passengers at Parkgate and then
moored at Dawpool. Here is a typically mixed pattern of
sailing: on 30 December 1701, the Earl of Rochester came
aboard the Charlotte at Dublin and was landed at Beaumaris
to go to Chester overland. The yacht continued to Parkgate,
stayed there three weeks and then went to Dawpool for
another week; she then went to the Point of Air at the mouth
of the estuary, back to Dawpool for another week and so to
Dublin. The return journey with Lady Grandison took
fifteen hours, leaving Dublin at 5 pm and anchoring at
Parkgate at 8 am.** Here is an account of such a journey in

1703:

We are all well at Chester, from whence we hope to goe presently eight
miles off to take shipping if we can get room, for they say it was never
known the ships to be so full; there is 6 ladys of quality and a lord gone
down to wait there, ready for the ships to go off,with abundance more
passengers; it is said there goods is worth at least thirty thousand
pounds.*

This traveller eventually sailed from Holyhead because a
convoy was being escorted from there, made necessary by
the War of Spanish Succession. In 1704 the Charlotte joined
the convoying warship, the Seaford in a patrol with forty
soldiers aboard the Charlotte. They found a French privateer
which the Seaford chased.*® The Seaford was still providing
protection in 1709 when George Breholt ‘went for London’
to collect his new ship, specially built for the Dublin station,
the RY Dublin.*’

For the next hundred years the story is taken up by two
yachts; RY Dublin, 1709-1752, and RY Dorset, 1753—-1814.
Both were specially built for this service and both spent
their entire service at the disposal of the Lord Lieutenant of
Ireland. One small example of the impact which these
yachts made on the local economy is shown by the names of
the Yacht Inn at Woodbank, roughly half way between
Chester and Parkgate on the Chester High Road. In 1722
this inn was referred to as The Ship, Woodbank.*® In 1757,
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‘the Half-way House, between Chester and Parkgate,
commonly known by the sign of the Dublin Yacht’ was to
let.*” Ten years later, ‘James Philips (late horsebreaker of
Chester) has taken the Dorsetshire Yacht, near the Two
Mills on the heath, on the Parkgate road. He will continue
to break horses’.”” In Chester itself there was the Yacht Inn
in Watergate Street, once called ‘the most picturesque and
curious of all our Chester inns’, and where Jonathan Swift
scratched satirical lines on a window.” There survives the
Dublin Packet inn in Northgate Street.

RY Dublin, 148 tons and ten guns, carried 45 men at first;
her complement was altered to 40 in 1713 and to 50 in
1732.°2 Her first commander, Breholt, who had commanded
her two predecessors, Soesdvke and Charlotte, was replaced in
1711 by Captain Henry Lawson who remained commander
until he died. It was Captain Lawson whose advice was
ignored by Swift in 1727 when he found himself windbound
at Holyhead:

Lo here I sit at holy head ~
With muddy ale and mouldy bread™

. the captain was a man of veracity, and set sail at the
time he told you’, wrote Swift’s friends from Dublin.”* When
Lawson died at sea in 1734 the Dublin’s new commander
was John Weller, who resigned in favour of his son, another
John Weller, in 1751. John Weller senior was ‘an experi-
enced commander, a well-bred gentleman and a sincere
friend, his death is much lamented’.””

The almost invariable purpose of the yachts in these years
was to carry persons of importance by the permission of the
Lord Lieutenant or, in his absence (frequent until 1767) a
commission of three called the Lords Justices who acted as a
viceregal council. Orders for the yacht, or permission for its
use, were granted by warrant. The names of warrant-holders
were entered into the ship’s muster roll as ‘supernumera-
ries’ (that is, extra to the ship’s complement) and were
stated to be carried ‘by order’ of the Lord Lieutenant or the
Lords Justices. The entry usually added ‘borne for victuals
only’, which meant that they were technically entitled to
meals, and of course carriage without charge, but not pay.
Sometimes the yacht’s captain was given direct orders:

wee have today ordered captain William Wright, comander of the
Monmouth yacht, to sayle to Chester water, there to attend such
further orders as he shall from time to time receive from us .. .”’
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And similarly, the Earl of Clarendon signed a warrant to the
captain of the yacht to go to Beaumaris to collect his
successor, Lord Tyrconnel.”® Sometimes the request sur-
vives:

The Master of the Rolls sent a message yesterday to the Lords Justices
to desire that he might have the use of the yacht to carry him to
Parkgate upon its return hither, for [h(u he” found himself strong
enough to undertake a journey to Bath.”

For the captain, they were all orders:

The Dublin Yacht is to call at Holyhead to bring over the Rt Hon Sir
Thomas Prendergast and his lady; and will immediately go to Parkgate
for Cooley Westly Esq and his family.®°

In the year 1738, 111 warrant passengers were carried on
fifteen voyages, eleven of them from Dublin to Parkgate and
four trips in the reverse direction. No warrant passengers
were carried to or from Holyhead or any other port in that
year.”! The average number of warrant passengers carried
on each voyage was low: 7 in 1738, 12 in 1754, 10 in 1758.
There was therefore a good deal of spare capacity on most
voyages, and there were plenty of voyages when no warrant
passengers were carried. The remaining passengers, and we
know that there were two hundred of them on one voyage,
travelled by private arrangement with the captain and
cannot be traced in the ship’s documents at all. For
example, Dr. Patrick Delany as Dean of Down was suffi-
ciently an establishment figure to claim official status on
occasions: in 1732 ‘a warrant was passed last Saturday for
the yacht to be at Holyhead the 15th (October) to bring over
the Rev. Dr. Delany and his lady from Chester’.”® Dr.
Delany’s second wife, nee Mary Granville, left record of
several trips across the Irish sea, and in 1744 she sailed in
the RY Dublin,

On Sunday evening we removed from Chester to Parkgate, in hope of
sailing next morning early, but the wind was contrary, and we were
obliged to remain there all Monday. We were so lucky as to get a very
clean, good lodging, and on Tuesday morning went on board the
yacht

The yacht’s muster book shows that eight warrant passen-
gers were carrled on this voyage and Mrs Delany was not
one of them.®* Ten years later she sailed with her husband
on the RY Dorset and clearly were not expected,
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We have good reason to think we shall sail this evening; the wind is
turning about and is very temperate and pleasant, and we have secured
our passage in the yacht. She is a charming, clean new ship, and
reckoned the best sailor on the coast. The Dean went on board her
yesterday to fix the best accommodation he could, and hdd we not
come to Parkgate as we did, we should not have found room."

But four years later she and her husband did have warrants
and are recorded on the Dorset’s muster roll as ‘Dean of
Down and Mrs Delany’.%®

There survives a long account of a voyage on RY Dublin in
1738 by George Pakenham who met Lord and Lady Butte-
vant at Parkgate. No passengers on this voyage had war-
rants.

Our goods carried to the boat which went aboard the yacht. Came after
with Lord and Lady B. and were received with kettle drums, trumpets
etc. No other company of fashion. He gave _1‘7 guineas for the state
cabin and I one guinea for self and servant 5s.°

Having said there was ‘no other company of fashion’,
Pakenham later records that there were two hundred pas-
sengers. His noble friend was saluted with eight guns when
he left: the vice-regal status of the yacht made its captain
very conscious of ceremony, and nobility were always
saluted by the firing of the appropriate number of guns.
There was clearly a social cachet attached to travelling in
the Royal yacht, which attracted the nobility and gentry to
Parkgate which in turn gained a certain esteem. Not only
was the accommodation on board good, but the ship was a
sound and safe sailor, with far more crew members to attend
to her than could ever be found on a merchant vessel, of
which perhaps half a dozen would be sailing between
Parkgate and Dublin at any one time; 40 or 50 men
compared to about six.”® The considerable numbers sailing,
at considerable prices in the case of noblemen, meant that
the captain of the Royal yacht held a most valuable perqui-
site. As we shall see, not everybody approved of a naval
officer earning money in such a way.

The RY Dorset, built in 1753 to replace the Dublin after her
forty-three years’ service, was to last even longer, for sixty
years. At 164 tons and 78 feet long, she was the largest and
fast of the Royal yachts to use the Dee. From the paintings
by Serres already mentioned, she was an impressive sight,
ornately carved and gilded. She carried a crew of fifty, and
the last captain of the Dublin, John Weller junior, stayed
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with the Dorset for her first two years. His successor, Hugh
Bonfoy, set the precedent for the rest of the century by
remaining in command until his death; it became the
practice, 1n fact, for captains to retire from the active navy in
fact if not in name when they accepted the Lord Lieuten-
ant’s service. The actor Tate Wilkinson met Bonfoy when he
went to Ireland in 1757: from Chester he

went with Captain Bonfoy, who was then commander of the Royal
yacht for Park-Gate, as the captain had said he would sail that
afternoon: here we were detained with several persons of fashion who
had been impatiently attending on the caprice of the wind. We all went
on board but all returned as the wind continued obstinate.®

When Bonfoy died in 1762 his successor, William William-
son, commanded the Dorset until he too died in 1771, to be
followed by Alexander Schomberg.

Alexander Schomberg, born in 1720 about the time that
his German Jewish father settled in England, founded
something of a naval dynasty. While his two brothers
became physicians like their father, Alexander became a
captain in the Royal Navy, as did his nephew Isaac; one of
Alexander’s sons, Sir Charles, became an admiral with two
sons who were also admirals. When Williamson died,
Schomberg was offered the vacant captaincy by the Lord
Lieutenant, Lord Townshend. Unfortunately the appoint-
ment was opposed by the First Lord of the Admiralty, the
Earl of Sandwich:

I am persuaded when he comes to reconsider the matter, he will not
persevere in that pursuit, as I have informed him by letter that the
person who retires to the command cannot have any claim to be
employed in active service in his Majesties Navy in case of war, or
future desire to go to sea in a line of battle ship.”

Schomberg was furious and complained rather intemper-
ately to Townshend that

I mentioned Capt Weller who commanded a 74 gun ship in the last war
after having been for some time commander of the Dorset yacht . .. to
which 7l}is Lordship replied that he was not then at the [Admiralty]
Board.

It was thought of the financial rewards that Schomberg was
after which disturbed Sandwich. He wrote to Townshend,

I am sure, my dear Lord, you who are a military man, and have the
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most proper notions of the sort of delicacies due to the preservation of a

military character, will not think the carrying passengers for emo-
5y ~ .0 & 72

lument is a proper school for a person that is to command a fleet.””

And that was it. Townshend persisted in his offer,
Schomberg accepted it and remained commander of the

Dorset yacht until he died aged 84. His reward in honour had
to be the knighthood conferred on him in 1777 by the then
Lord Lieutenant, the Earl of Buckinghamshire. This then
was the view taken of the yacht captains by those who
looked from a distance, as indeed it was of the captains of
the Post Office packets at Holyhead, who were naval officers
that had definitely and officially retired:

. if lucre is a person’s object let him have it, but then do not let him
aspire to honours that for the good of the Service must be pursued thro’
a different channel

as Sandwich went on to write. Schomberg’s attitude does
not compare very favourably with that of John Skinner, a
retired naval officer who commanded Post Office packets for
thirty-two vyears. Skinner declined a knighthood from
George IV in 1821 on the grounds that he needed the
income of a packet captain and could not afford to retire to
knightly status. He got a gold snuffbox instead.”®

The pattern of sailing continued during the rest of the
century much as it had before: in 1764 the yacht visited
Parkgate twelve times and Holyhead four times. The total
number of sailings each year varied considerably, partly
because of the weather, partly because of refits at Plymouth
every three years. As the years went by, and particularly
after 1800, the yacht was being used much less. There may
have been several reasons for this. The RY Dorset was
getting old and required extensive repairs, with four months
refit in 1802, six months refit in 1805 followed by three
months refit the year after.”* The improvement in the roads
to Holyhead and the increase in the packets there meant
that there was less custom at Parkgate and less need for a
Royal yacht at any port. After the Act of Union in 1800,
Dublin ceased to be a capital city and quickly began to lose
its social sparkle, while the Irish members of Parliament
preferred to go to Westminster via Holyhead. Schomberg
did not necessarily sail the vessel himself in his old age. His
sailing master in the earlier years, Thomas Simmons, was
often recorded as bringing the ship into Parkgate.”” Sim-
mons joined the ship in 1750 and was still sailing in her in
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1772 when he must have been 72 years of age. But
Schomberg was listed as bringing the Dorset into Parkgate
himself in 1802 when he was 82; he died two years later.”®

Captain Brabazon, Schomberg’s successor, was the senior
captain in the navy, as Schomberg had been for many years,
and was probably in his seventies when he died in 1811. His
ship did not survive much longer. The last commander to
sail the RY Dorset was Andrew Sproule. He brought her to
Parkgate on her last visit in October 1812. On the 25th he
anchored her in Beerhouse hole, just as William Wright had
anchored the RY Portsmouth, 126 years before. On the 26th
he ‘came up to Parkgate, anchored and moored ship’ for
four days, and landed eleven warrant passengers including
the Staples family.”” Parkgate’s long association with the
Royal yachts had drawn to a close. In 1813 the Dorset went to
Deptford to spend two years in dock before being sold.
Andrew Sproule took charge of his new ship, RY William and
Mary, built in 1807, which at 200 tons was too large for the
Dee estuary and never visited Parkgate; but there was little
work for her on the Dublin station. During the year from
October 1814 she was idle at Dublin for three months, as
she was for six months during the following year, with a
three month refit at Plymouth in between. In the year from
September 1816 she spent a full nine months immobile at
Dublin.”® The role of the Lord Lieutenant’s yacht was itself
drawing to a close. This lack of purpose became even more
pronounced after the advent of steam ferries in the early
1820s. When William Barnaby Green was appointed as a
junior officer to RY William and Mary in 1823, he described
his full court dress of a garter blue coat richly embroidered
about the chest, cuffs and collar with sprigs of shamrock,
white breeches with gold garters, hat and feathers, sword.
His undress uniform was a brown coat with shamrock
buttons, buff waistcoat and breeches; but apart from
attending his Excellency as part of his suite, ‘I have literally
nothing in the world to do’.”? RY William and Mary was
withdrawn from the Dublin station in 1827. Her successor
until 1832, RY Royal Charlotte, does not seem to have been
replaced.®
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LIST OF ROYAL YACHTS ON THE DUBLIN STATION

with those commanders who called at Parkgate or Neston®

RY Mary gift to Charles II 1660 92 tons
on station c.1661-75
James Sharland 1665-72
William Burstow 1672-75

RY Monmouth built 1666 103 tons
on station 1675-78, 168998
Morgan Kempthorne 1675-78
William Wright 1687-98

RY Navy built or rebuilt 1673 74 tons
Phineas Pett 1689-93

RY Soesdyke bought 1693 116 tons
on station 1693-1701
Phineas Pett 1693-94
George Breholt 1694-1701

RY Charlotte built 1677 143 tons
George Breholt 1701-9

RY Dublin built 1709 148 tons
on station 1709-52
George Breholt 1709-11
Henry Lawson 1711-34
John Weller Sr 1734-51
John Weller Jr 1751-52

RY Dorset built 1753 164 tons
on station 1753-1813
John Weller Jr 1753-55
Hugh Bonfoy 1755-62
William Williamson 1762-71
Alexander Schomberg 1771-1804
Lambert Brabazon 1804-11
Andrew Sproule 1811-13

RY William & Mary built 1807 200 tons
on station 1813-27

RY Royal Charlotte built 1824 202 tons
on station 1827-32
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