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•	 View our extensive selection of New, Executive Driven and Pre-Owned vehicles.
•	 Genuine Service, Parts and Merchandise.
•	 Finance & Insurance Services
•	 Mercedes-Benz Approved Repair & Paint Facility

Bayside 988 Nepean Hwy Moorabbin (03)  (03) 8506 9888
Mornington 29-31 Tyabb Road, Mornington (03) 5973 9688
www.mbbarloworld.com.au

For all your Mercedes-Benz requirements visit the team at Barloworld at either one of our 
two convenient locations.
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by Wayne Parr

As a young boy I remember hearing 
this whilst clambering over the thwart 
of the frenetic pace of the fish coming 
over the side one by one, landing in the 
big plastic tub hastened. Big flathead - 
a great big box full in no time at all.

“Ya can’t sit down to fish”, my Pop 
said as the fishing line continually 
found its way back into the same 
cut on the end of the forefinger. My 
fingers were hurting. We had been 
out at first light. The hot sun was 
now burning down. Not even a bottle 
of water aboard, tired from being 
dragged out of bed in the dark. Silent, 
not daring to complain. My two older 
boy cousins had complained, they 
were now forever to be referred to as 
‘Gladys’ and ‘Phyllis’.

I would sit on the bow, leg over each 
side looking down, hypnotised by the 
folding bow wave, occasionally dipping 
my feet in the water as the boat rode 
over the waves. “I’ve known Couta to 

have a go at a toe dipping in the water”, 
I’d be warned. I used to disregard this 
as just fooling around, but I suppose a 
Couta probably would bite a toe!

My Pop would take us fishing as 
kids. His boat was a little 20-footer 
built by Gil Allbutt for the Lorne Pier.  
Her name was Scud. My earliest 
boating memories were from and 
around the gutway at Rosebud fishing 
and sailing. Pop used to scull the 
dinghy. I’d see kids rowing dinghies 
around - I used to be flipping around 
on the end of the anchor warp trying 
to scull, going nowhere. 

I loved the crisp calm early 
mornings, staring deep into the 
blue water at the dark weed patches 
passing by whilst heading out to the 
fishing grounds. One occasion it was 
snapper we were after. After circling 
around with lead lines over the stern, 
we hooked up some Couta for bait. 
We steamed on out to the snapper 
mark, ‘Kingies’ as it was called. When 
we arrived there, the late Bob Miller 
was on the spot in the Regal, a little 
Lacco 18-footer. We baited up our lines 
with octopus and fresh Couta. Next 
thing we heard a loud cheer abeam. 
Bob held up in the air a huge snapper, 
another then another - us nothing. 
… You could have cut the air with a 
knife, we stayed there so long I climbed 
up in the forepeak - the weather had 
changed - with only a hessian bag to 
keep warm. It was one of the few times 
I ever got sea sick. The other time was 
when I stuck my head out of the hatch 
off Gabo Island and freaked out at the 
height of the waves.

I used to love most of all the easterly 
days when there was no fishing, when 

we would go sailing instead. I could 
never understand the days when we 
would be early out of bed, down to 
the beach but wouldn’t go out because 
it was too ‘choppy.’ I used to love the 
rough days, crashing through waves, 
and leaning over.

I remember one day complaining 
because of the offshore wind. I thought 
it didn’t look rough, and I wanted 
to go out. My grandfather drove me 
down to Gunnamatta and pointed out 
to heavy smashing seas larger than I 
ever imagined waves could be. He said 
“When we encountered seas like this 
in the war, the destroyer would never 
ever slow down.” At his funeral it was 
told that he was once lost overboard 
at sea and recovered by the ship. I 
was always in awe of my grandfather. 
I learned from a young age that he 
was a tough man, a survivor. The 
lessons he taught me seemed like the 
most important things in the world. 
As my report cards would represent, 
somehow school didn’t seem so 
much to matter. It was only boats I 
wanted to know about. One of my 
great treasures was a book he gave me 
called the ‘Manual of Seamanship’. 
“When ya know everything in here, 
you’ll know about boats.” I took it 
home and learnt the knots and how to 
splice. My Mum, many years the girl 
guide, showed me the reef knot, the 
bowline and got me started. 

My great grandfather brought 
his family to Rosebud to build the 
Rosebud Pier after surviving the 
bushfires at Noojee with only their 
lives intact. They lived in a tent on 
the foreshore. As a teenager my 
grandfather and some of his six 
brothers worked for Bill Chatfield of 
West Rosebud. Aboard fishing boats, 
it was in these years that he learnt to 
sail, catch fish and knock around on 
Lacco boats. The stories that would  
fly around when the brothers would 
get together would make us laugh 
until it hurt.

My father knocked around in boats 
all his life, he and his cousin used to 
float the VJ down Chinaman’s creek 
from the house in Chatfield Avenue, 
West Rosebud. They had limits set out 
for sailing. Dad’s cousin Jimmy tells 
me they copped a hiding when my 
grandfather and uncle Harry found 
them sailing out in the channel. My 
father told me of the time he had to 
be rescued, the steel centreboard fell 

through the VJ when he capsized 
and was blown offshore. Apparently 
in those days, a fishing trip would 
always end up in fisticuffs between 
the cousins as to who caught the 
biggest fish.

I was caught up in the America’s 
Cup in 1983, a big moment. My 
parents got my sister and I, a boy of 
seven, out of bed to watch the hiding 
when my grandfather and uncle Harry 
found them sailing out in the channel. 
My father told me of the time he had 
to be rescued, the steel centreboard 
fell through the VJ when he capsized 
and was blown offshore. That I think 
may have had a great deal of influence 
and stirred up my passion for boats. 
John Bertrand was my sporting hero 
as a boy, and what a thrill and great 
opportunity it has been to sail with 
John on the Couta boats. 

My father took me to the timber 
yard. I had two dollars that were 
burning a hole in my pocket. I bought 
a piece of two-by-one pine, and the 
man at the yard cut it up into 8-inch 
lengths, with a piece of dowel for the 
masts. It was a very important job, I 
hacked the bows into shape and made 
what I thought was a sparkling fleet of 
America’s Cup boats.

In primary school my friends 
and I would have boat races in the 
puddles around the school. We 
would make boats out of anything 
we could find. One of the best ways 
that I still show kids today is to fold 
the stem of a gum leaf around and 
push it through the body of the leaf. 
The right shape leaf will sail across 
the puddle at great speed.

I would always draw sailing  
boats. I remember my father, an 
accomplished artist, showing me how 
to draw boats in three dimensions.  
I must have drawn thousands of 
them. My mates and I were always 
making models. We’d ride our skate 
boards all around town scrounging 
scraps of sail cloth from the lofts.

One of my great achievements as 
a boy I felt was fitting a sail to my 
bicycle. I found a couple of wooden 
spars and attached a mast to the 
front of my BMX. I made a sail out 
of an old car bench seat cover. Off I 
went, hurtling down the road with a 
cracking northerly. When a police car 
came up alongside whilst sailing along 
at about fifteen knots, I thought I was 
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“Off the bloody lines!”



by Harold Kidd

Small inshore fishing boats all around the world tend to have broad 
similarities because of their function. The Auckland Mullet boats had 
counterparts in the Catboats of New England, the Snoek boats of Capetown, the 
Sampans of China, the small Smacks and Wherries of England, the Feluccas of 
San Francisco and, their nearest neighbours, the Couta boats of the south coast 
of Victoria. 

For many years there has been talk around the Auckland waterfront about 
how Couta boats would compare with Mullet boats. 

Maori fishermen, sailing developed whaleboat types, caught the bulk of 
the fish for the Auckland market until the Land Wars of the mid 1860s, but 
European immigrants, many from Italy or Greece, then began to displace 
them. Auckland shipwrights built fishing boats derived from English orthodox 
types, a miscellaneous ragbag of “smacks”, some of them designed principally 
for netting grey mullet or kanae (mugil cephalus), which were abundant in the 
shoal waters of the Waitemata and the nearby Thames Estuary. By 1880, these 
boats had settled into a full-bodied form close to that we recognise today as a 
“Mullet boat”. 

A typical Mullet boat was a fast, beamy, shallow, hard-bilged gaff sloop or 
cutter-rigged centreboarder, normally of single-skin carvel construction, on 
frames, usually about 24ft overall, with a carrying capacity of a ton of fish. 
They carried a crew of two who caught their mullet by netting, paying the 
net out over the broad transom, or “tuck”, and scurrying for the Auckland 
wharves with their catch to keep it fresh and get the best prices. More often 
than not they had to beat into the harbour against the prevailing westerlies 
and the strong tidal streams generated by our 3 metre range of tide, so sailing 
efficiency was important.

Couta Boat Association Inc.
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Mullet Boats  
of New Zealand

CELOX, a 26ft mullet boat designed by Arch Logan and built by Logan Bros at Mechanics Bay, 
Auckland in October 1908. 

WAITERE, a 24ft mullet boat designed 
and built by Arthur Willetts at Stanley Bay, 
Auckland in October 1910. 

GALATEA, a 22ft mullet boat designed by 
James Sutherland and built by Dick Lang at 
St Mary’s Bay, Auckland in 1939. 

“Off the bloody lines!” cont.

a goner. But they were just fascinated 
with what I was doing. 

In ‘88 we loaded up the Scud, and 
set off early in the morning. Pop was 
taking us out to the tall ships. What a 
day. For a long time I revered this as 
the best day of my life, seeing all those 
beautiful ships coming through the 
heads. We followed them all up to Rye 
where they dropped anchor.

The years passed by. Pop died 
suddenly and Scud was out of the 
water. I remember the days coming 
to Rosebud, dad and I - we painted 
her up. It was whilst selling the boat 
when dad met Tim Phillips - my 
fate was sealed: I was off to work 
experience, building boats.

At the age of seventeen I was 
dropped at the Nautilus caravan park 
to front for work on the Monday. 
The days of the apprenticeship were 
not as I imagined. We were not 
building new boats at the time, but 
climbing around for months inside 
the Ron of Argyle making bolts and 
roving nails. When walking to work 
in the rain, several times I thought 
about chucking it in.

My first major project was a 
14-foot clinker dinghy. It was sitting 
on the floor all busted up and split 
open. Will Baillieu and Richard 
Hodgkinson, the owner, were there 
deliberating – “Do we cut it up?”, 
Tim said “You’re gonna fix her”.  
I looked at it and thought “You’ve 
got to be joking”, but said “Ok”. One 
month Richard and I spent working 
on the Fly. I learnt valuable lessons 
on that dinghy. Anything can be 
fixed. What a beauty she is today.

To be a boat builder you have to 
able to work with many different 
materials. I have been fortunate to 
learn from many great trades people. 
From the start of my apprenticeship, 

Tim recognised that I liked rope work 
and rigging. He sent me around on a 
Saturday morning to learn from the 
late great Len Claxton.

I pulled up outside this neat 
modern house up on the hill in 
Dromana and thought to myself; 
surely no old man from the sea 
would live in here? I knocked on the 
door, he looked me up and down, 
shook my hand and said come in.  
He led me down to a tiny garden 
shed, where he had a packet of 
Camel fags and a bottle of whiskey 
hidden away. He was making the rig 
for Col Anderson’s Acrospire.

He first taught me about rope 
construction and tested me if I could 
splice. “Useless bloody left hander. 
Why would he send you down here? 
You’d be no good stitching bolt 
ropes. I don’t teach left handers.” 
He introduced me to the Clifford 
Ashley’s book of knots and taught 
me many things in a short time, 
herringbone stitching leather, 
parceling and serving and wire 
splicing. Len did exquisite work - he 
was from a different era. He took a lot 
with him when he died. I rigged the 
Storm Bay with many of the skills Len 
taught me, and without a few short 
lessons in the early days, I would have 
been reluctant to take the job on.

I am very passionate about Couta 
boats. I’ve been playing on them 
my whole life. I like sailing just for 
the hell of it. I love to set a boat on 
a course, balance her up and just 
let her sail like an unmanned yacht 
sailing across a pond. The good 
boats will do that.

It has been now sixteen years at 
the Wooden Boat Shop. I have learnt 
a thing or two and built many boats 
of which I am proud. I love building 
hulls, dinghies, launches, just about 
anything. There is something 
instinctive or primordial about 
building a boat, sculpting with raw 
materials - just wood and copper. 
When I look at a boat out of the 
water my eyes attach like water from 
every angle, leaning over and flowing 
along looking for a clean entry and 
exit. In my imagination I always 
picture the boat sailing.



By 1885, the fast and weatherly Mullet boat had captured the fancy of 
yachtsmen. In that year, William Holder commissioned Chas. Bailey Sr. to build 
him a 24ft Mullet boat to “yacht standards”. Manola was the first of hundreds 
of Mullet boats built purely for racing, from 1885 until just a few years ago. 
The Mullet boat came to be warmly regarded by the yachting establishment as 
the natural training ground for young yachtsmen, that is, until the arrival of 
the small unballasted centreboard classes in the 20th century. Because of the 
proximity of our extensive coastal cruising grounds, most Mullet boats had 
basic accommodation for 4 or 5, with attractive cabin tops, identical to the 
better sort of keel yacht, plus the capacity to carry a ton of beer in bottles which 
returned from the Christmas cruise recapped and full of sea water. Auxiliaries 
were rare except in the real fishing “Mulletties”.

Mullet boats kept on fishing, of course, and fishermen were keen to buy 
racing Mullet boats when they became uncompetitive. Inevitably, the grey 
mullet progressively retreated from the commotion of the harbour and 
eventually almost disappeared as a volume commercial catch. Mullet boats then 
went oystering, crayfishing and line fishing and were still at the trade in small 
numbers well into the 1950s.

The top Mullet boat designers and builders were Chas. Bailey Sr., James 
Clare, Walter Bailey, Arch Logan and Charles Collings. The Ponsonby Regatta 
Committee recognised the intrinsic value of the type and the need to prevent 
it changing too much from its functional form. On 1st June 1904, it set 
Restrictions in place for “tuck stern centreboard yachts” of the common lengths, 
22ft, 24ft and 26ft overall. The essentials were that scantlings, construction 
methods, beam, depth and minimum ballast were controlled; hollow sections 
were banned but there was no control on sail area save that topsails were banned 
and the total length from end of bowsprit to end of boom was not to exceed 
175% of the overall length of the hull.

In the 1920s the Auckland Regattas and yacht clubs had classes for 18 
(V-class), 20 (N-class) and 28ft boats but the initial glamour class, the 24 
footers (I-class), soon gave way to the highly developed 22 footers (L-class) 
who were greatly encouraged by racing for the prestigious Lipton Cup, given 
to the Ponsonby Cruising Club in 1922, and to the 26 footers (H-class). In fact, 
these Mullet boat classes were the only semblance we had to class racing in 
the country after New Zealand yachtsmen got fed up with the ever-changing 
International Rules, the final straw being the introduction of the Metre Rule 
in 1907. Because of their huge popularity, Mullet boats inevitably became 

development classes. Although there were several changes to the Restrictions 
over the years in the interests of speed and safety, the form of the Mullet boat 
was pretty much set in concrete for 60 years from 1904. 

There is a major difference in the history of the development of Mullet 
boats and Couta boats. In Auckland and Thames, the various Regattas 
provided races for “tuck stern fishing boats” and prize money was excellent. 
This led to much competition amongst local fishermen, often of Italian or 
Greek origins, to have the quickest boat. Furthermore, there was usually a 
crossover between the entrants in the fishing boat races and the Second Class 
“yacht” races. After Manola in 1885, mullet boats became highly popular with 
yachtsmen as they provided all that was needed in racing performance and 
reasonable comfort for cruising.  

The 1904 Ponsonby Regatta Committee’s Restrictions were designed to 
preserve the type’s wholesome fishing boat characteristics against the perceived 
threat to its purity by the rise of what were considered to be freaks, the ultra-fast 
unballasted centreboarders, locally loosely called Patiki (Maori for flatfish), 
which could be induced to plane on a lead or off the wind. Already a number of 
hybrids between the Mullet boat and Patiki types were causing difficulties. With 
the certainty of the Restrictions, Mullet boats went from strength to strength 
as purely racing classes and all the Auckland yacht clubs, save the Royal New 
Zealand Yacht Squadron, ran races for them as feature events. 

Just after World War I, Sir Thomas Lipton offered Auckland’s Ponsonby 
Cruising Club a magnificent trophy for competition between clubs in a one-
design or a restricted class. There had been some feeble attempts to get class 
racing in keel yachts going in Auckland, notably in the 6-metre and Tasmanian 
One Design classes, but the best and closest competition was still clearly in the 
22ft Mullet boat class, so it got the Lipton Cup, a potent element in its survival 
to the present day. 

The Restrictions had been challenged in 1911 by some new 22 footers that 
were built over the maximum beam of 7’ 9” in the interests of speed and safety. 
After a political ding-dong between clubs the Restrictions were relaxed, but 
stayed in force with only tiny amendments until 1963 when Morrie Palmer built 
the L Class Controversy, a moulded boat which was not built down to the keel 
and which now owed more to Uffa Fox than to the giants of Auckland Mullet 
boat design of the past. In the relaxation of the Restrictions that followed, the 
22ft Mullet boat L-class got a shot in the arm and the fleet expanded for many 
years, with many new boats being built, some even in fibreglass. 

Sadly, however, in 2008, our Mullet boats are fading away. There are only 
two 26 footers in anything like original condition still sailing; the very rapid 22 
footers are still racing at Ponsonby, thanks to the efforts of a band of enthusiasts 
including Ron Copeland, Brendon Crawford and Martin Robertson, but a club 
race will bring out only 3 or 4. Their ancestral link to the 22 footers of the 19th 
century fishing industry is fairly remote. 

For the rest, the stunning 20 footer Waitere is active in CYA events and a 
trickle of 18 footers is being restored.
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OMATERE was built by Arch Logan in Auckland in 1913, and won 19 of its 23 starts in its first 
season. Logan also built Valeria (background).

KOMURI, a 22ft mullet boat designed by Fred Lidgard and built by the Worthington brothers 
at Takapuna in 1932. 

ECHO, a late fishing 24ft mullet boat designed by Charles Collings and built by Jas Clare at  
St Marys Bay, Auckland in 1902.
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The first 
seafarers who 
set to sea in 
wooden canoes 
thousands of 
years ago must 
have already, 
perhaps by 
trial and error,  
worked out 
the optimum 

freeboard for their vessels. Some too, 
probably discovered that overloading 
the vessel could have severe 
consequences. 

The first official loading regulations 
are thought to date back to maritime 
legislation originating with the 
island kingdom of Crete in 2,500 BC, 
when vessels were required to pass 
loading and maintenance inspections. 
Roman sea regulations also contained 
similar regulations. In the middle 
ages, the Venetian Republic - which 
controlled much of the sea trade 
in the Mediterranean - had laws 
requiring vessels to be loaded to a 
maximum depth indicated by a fixed 
line marked on the side of the hull. 
Ships from Venice were marked with 
a cross, while the city of Genoa used 
three horizontal bars. Elsewhere, the 
Hanseatic League, which controlled 
much of the trade from the Rhine to 
the eastern and northern Baltic up 
to the 17th century, issued a law in 
1288 from the Scandinavian town of 
Visby, its commercial centre, which 
required ships to load to a load line or 
face penalties. Later, under standard 
maritime procedures, developed for the 
Baltic Sea at a meeting in Copenhagen 
in 1561, a captain could be fined “for 
overburdening his ship”. As ships were 
trading on longer voyages to the Far 
East, India and the Americas, each 
emerging maritime nation drew up its 
own maritime regulations. However, 
specific load line regulations were not 
passed until the 19th century, which 
saw a huge increase in seagoing trade 
in raw materials and finished goods as 
the Industrial Revolution got under 
way. But as trade grew, so did the 
number of ships being lost. Moreover, 
changing technology, with sails turning 
to steam and wood being replaced 
by steel, meant experience in ship 
design could not always keep pace and 
sometimes ships were designed with 
inadequate freeboards.

The first 19th century loading 
recommendations were introduced 
by London-based Lloyd’s Register of 
British and Foreign Shipping in 1835, 
following discussions between ship 

owners, shippers and underwriters. 
Lloyd’s Register recommended 
freeboards as a function of the depth 
of the hold (three inches per foot of 
depth) and these recommendations, 
used extensively until 1880, became 
known as “Lloyd’s Rule”. However, the 
Rule only applied to ships registered 
with Lloyd’s.

Concern in the United Kingdom 
about the growing number of ship 
losses led to the appointment of a 
Royal Committee which in 1836 cited 
bad design and improper building, 
but not overloading, as contributory 
factors to the unseaworthiness of 
ships. However, the United Kingdom 
Government passed a law in 1850 
setting up the Marine Department 
of the Board of Trade, to enforce 
application of laws governing 
manning, crew competence and 
operation of merchant vessels. 
Nonetheless, seafarers themselves 
had little say in the safety standards 
aboard what one captain described as 
a “coffin ship”. (Coffin ship is the name 
given to any boat that has been over 
insured and is therefore worth more 
to its owners sunk than afloat.) In fact, 
until 1871, it was actually illegal for 
seafarers to refuse to go to sea, even 
on the grounds that the ship they were 
sailing on was unseaworthy. In 1866 
four successive crews refused to serve 
on a ship called the Harkaway on the 
understandable grounds that even at 
anchor in a calm sea the ship took on 
more than one metre of water a day. 
They were sent to prison.

The “good ship” Jeanie Johnston 
sailed during the Great Hunger when 
coffin ships were common. No one 
ever died on the “good ship”. The term 
has also been used to refer to the ships 
that carried Irish emigrants escaping 
the effects of the potato famine as 
well as displaced Highlanders due to 
the Highland Clearances. These ships, 
crowded and disease ridden, with poor 
access to food and water, resulted in 
the deaths of many people as they 
crossed the Atlantic. Owners of coffin 
ships provided as little food, water, and 
living space as was legally possible – if 
they obeyed the law at all. While coffin 
ships were the cheapest way to cross 
the Atlantic, mortality rates of 30% 
aboard the coffin ships were common. 
It was said that sharks could be seen 
following the ships, because so many 
bodies were thrown overboard.

In the 1860s, calls for regulations 
to limit overloading on ships were 
growing in the United Kingdom. A 
ship owner from northern England, 

James Hall, was concerned about the 
impact on insurance rates of the high 
number of shipping casualties - losses 
had doubled in 30 years. Although 
many ship owners were portrayed 
as irresponsible, Hall could see the 
benefits, in terms of lower insurance 
rates, of getting all ship owners to 
abide by good practices. In particular, 
Hall petitioned the Board of Trade to 
investigate the large number of ship 
losses and the Board of Trade inquiry 
found overloading was one of the 
factors to blame. 

Meanwhile, a coal dealer and 
liberal Member of Parliament, 
Samuel Plimsoll, took up the load 
line cause. Plimsoll began a battle to 
try and get merchant shipping laws 
reformed, against stiff opposition 
from a minority of ship owners. A 
Royal Commission on Unseaworthy 
Ships was set up in 1872 and finally 
the United Kingdom Merchant 
Shipping Act of 1876 made load 
lines compulsory. The load line mark 
included in the legislation, though 
the position of the line was not fixed 
by law until 1894, became known as 
the “Plimsoll Line”: a circle with a 
horizontal line through the middle. 

In 1906, laws were passed requiring 
foreign ships visiting British ports 
to be marked with a load line, while 
a German law of 1903 also issued 
freeboard regulations, spreading the 
regulatory net further. In the United 
States, American vessels were loaded 
to a formula based on “inches per foot 
of depth of hold” until 1917 when 
the U.S. Shipping Board required 
adherence to British Board of Trade 
standards based on a set of calculated 
freeboard tables. Load line legislation 
was introduced in the American 
congress in 1920 and failed, but a Load 
Line Act was passed in the United 
States in 1929. By that time, there was 
a proliferation of different freeboard 
rules in use by various marine 
administrations and classification 
societies, which meant there was a lack 
of global standardisation.

The 1930 Load Line Convention 
was the first international agreement 
for universal application of load line 
regulations and applied to seagoing 
ships in international trade, and was 
based on the principle of reserve 
buoyancy, although it was recognised 
then that the freeboard should also 
ensure adequate stability and avoid 
excessive stress on the ship’s hull as a 
result of overloading. The rules covered 
superstructure evaluations, freeboards 
and strength standards. 

The minimum freeboard was 
designed to provide a standard of 
“reserve buoyancy” (the volume of 
the watertight hull above the load 
waterline), while the protection 
of openings in the hull and 
superstructures, such as hatches, 
ventilators, air pipes, scuppers, overhead 
discharges and the access openings in 
the end bulkhead of superstructures 
were an important consideration in the 
assignment of freeboard.

The calculated freeboard was the 
basic minimum summer freeboard 
in salt water. The regulations divided 
the world into different geographical/
seasonal zones, with different load  
lines for each - in recognition of the 
fact that sea and weather conditions 
vary greatly in different sea areas 
and in different seasons of the year. 
A ship sailing in winter in the North 
Atlantic Ocean had to have an increase 
in freeboard while for voyages in the 
tropical zones and in fresh water there 
was a freeboard deduction. 

Freeboard was measured from the 
top of the deck amidships to the top of 
he line through the centre of the load 
line disc. Forward of the disc was a 
grid composed of lines indicating the 
maximum loading, for the summer a 
the level with the line in the disc and 
others further down for winter, for 
winter in the north Atlantic and above 
for the tropical zones and for fresh 
water. Special rules were provided 
for tankers and for the carriage of 
timber deck cargo. The 1930 load Line 
Convention was an important step in 
establishing universally applicable rules.
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