November 26th 2013.
THE GYPSUM FLEET
By Radio Officer Spurgeon G. “Spud” Roscoe

The Gypsum Fleet, or Gypsum Boats, as the residents of western Nova Scotia affectionately
called them, was a very old fleet going back to the days of sail. Gypsum ore was a very important
export commodity for the province and had been for many years. Three of the biggest exports of
this province have been lumber, fish and gypsum, or as it has often been called plaster rock. The
first sailing ships in this trade were built from the native wood and in the numerous shipyards
around the coast. Gypsum has been shipped from this province to the United States for years. On
page 16 of Marguerite Woodworth’s History of the Dominion Atlantic Railway published in 1936
she states that approximately 150,000 tons of gypsum was shipped annually out of the port of
Windsor, Nova Scotia about 1816 to the United States.
Years ago the most popular vehicle to transport this gypsum cargo was a schooner, ones with
three and four masts. Heavy built schooners capable of lying in the mud alongside the docks of
the Bay of Fundy without water when the tide was out while they were loaded with the heavy rock
(gypsum ore) cargo. The Bay of Fundy has the highest rise and fall of tide in the world and every
wharf, dock, pier and so on is dry at low tide. These ships had various names and owners for
many years. The first of these ships with the GYPSUM prefix in the name was the first GYPSUM
KING built in 1890. The name was created from the ore cargo and the family that had a big
interest in this enterprise known as the J. B. King and Company. King’s wharf at Staten Island in
New York Harbor was a big discharge port for these cargoes.
There were six of these large schooners with the Gypsum prefix in the name built around the
same time and all six were built in Nova Scotia. This is the official record from ship registration in
Ottawa:

	
  
O.N.	
  94865	
  -‐	
  GYPSUM	
  KING	
  was	
  built	
  in	
  Parrsboro,	
  Nova	
  Scotia,	
  in	
  1890	
  and	
  registry	
  closed	
  
out	
  November	
  5,	
  1906.	
  Name	
  was	
  changed	
  to	
  MILLIE	
  on	
  April	
  15,	
  1905.	
  
	
  	
  
O.N.	
  94870	
  -‐	
  GYPSUM	
  QUEEN	
  was	
  built	
  in	
  Parrsboro,	
  Nova	
  Scotia,	
  in	
  1891	
  and	
  registry	
  closed	
  
on	
  January	
  18,	
  1907.	
  	
  The	
  vessel	
  was	
  transferred	
  to	
  Bridgetown,	
  Barbados.	
  
	
  
O.N.	
  100272	
  -‐	
  GYPSUM	
  PRINCESS	
  was	
  built	
  in	
  Parrsboro,	
  Nova	
  Scotia,	
  in	
  1892	
  –	
  no	
  other	
  
information.	
  
	
  	
  
O.N.	
  100275	
  -‐	
  GYPSUM	
  PRINCE	
  was	
  built	
  in	
  Horton,	
  Nova	
  Scotia,	
  in	
  1892	
  –	
  no	
  other	
  
information.	
  
	
  	
  
O.N.	
  100731	
  -‐	
  GYPSUM	
  EMPRESS	
  was	
  built	
  in	
  Horton,	
  Nova	
  Scotia,	
  in	
  1892	
  and	
  registry	
  closed	
  
April	
  15,	
  1915.	
  
	
  	
  
O.N.	
  100279	
  -‐	
  GYPSUM	
  EMPEROR	
  was	
  built	
  in	
  Parrsboro,	
  Nova	
  Scotia,	
  in	
  1892	
  and	
  registry	
  
closed	
  December	
  14,	
  1914.	
  
	
  
O.N.	
  Translates	
  to	
  Official	
  Number.	
  This	
  number	
  was	
  engraved	
  in	
  the	
  main	
  beam	
  of	
  a	
  wooden	
  
vessel	
  and	
  welded	
  on	
  the	
  steel	
  main	
  beam	
  of	
  a	
  steel	
  vessel.	
  Today	
  this	
  is	
  known	
  as	
  the	
  

International	
  Maritime	
  Organization	
  –	
  IMO	
  number.	
  This	
  is	
  a	
  seven	
  digit	
  number	
  preceded	
  
with	
  the	
  initials	
  IMO	
  and	
  found	
  on	
  the	
  stern	
  of	
  a	
  ship	
  just	
  above	
  the	
  vessels	
  current	
  name.	
  
This	
  number	
  never	
  changes	
  when	
  a	
  vessel	
  is	
  renamed	
  or	
  registered	
  in	
  a	
  different	
  country.	
  On	
  
an	
  old	
  ship	
  one	
  will	
  sometimes	
  see	
  several	
  names	
  that	
  have	
  been	
  painted	
  over	
  on	
  the	
  stern	
  
but	
  the	
  IMO	
  number	
  is	
  there	
  and	
  has	
  been	
  since	
  the	
  vessel	
  was	
  built.	
  

This is the Canadian ensign from 1868 to 1921 and flown by these six ships.

I found the signal letters for three of these first gypsum ships only:
TCNJ GYPSUM QUEEN
WDML GYPSUM EMPRESS
WDMQ GYPSUM EMPEROR
Three, the EMPRESS, EMPEROR and PRINCE had four masts and the other three had three
masts.
The MILLIE was lost on a voyage from Saint John, New Brunswick to New York in 1906.
It is interesting to note that GYPSUM QUEEN retained the TCNJ signal letters when registered in
Bridgetown, Barbados. She was lost on a voyage to the United Kingdom in position 4816N
st
2316W on July 31 , 1915.
The GYPSUM PRINCESS was run down by the German SS EMS in 1898 on a run from
Parrsboro to New York.
GYPSUM PRINCE was lost on Grand Manan, New Brunswick in 1895.
GYPSUM EMPRESS was sold to Cowles Ship Supply Company of Mobile, Alabama and was
abandoned in 1917.
GYPSUM EMPEROR was sold and abandoned in 1913. The book “Sails of the Maritimes” has a
photograph of her stating she was converted into a barge on page 66.

Captain O. K. Langdon

GYPSUM EMPEROR
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The first GYPSUM QUEEN
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This is a four master believed to be one of the gypsum fleet.
This photograph was taken in the summer because she is fitted with her top masts.

The company that owned these ships over the years was either a branch of the United States
Gypsum Company in the United States or on charter to this company. Two of these companies
had been the Gypsum Packet Company Limited and Gypsum Transportation Limited. This
company had always chartered extra ships when required and had also sent the gypsum ships on
charter with various cargoes over the years.
The gypsum ore was shipped by barge on termination of the schooners. Small tugs based at
Hantsport, Nova Scotia towed the barges out to around Spencer’s Island, Nova Scotia and left
the barges there at anchor to be collected by larger sea going tugs. The larger sea going tugs
towed the barges on to the various ports in the United States. The barges were former sailing
vessels that had been converted to a barge for this purpose and most were converted in the
Hantsport area. Some of the tugs carried on the Gypsum names. There were two with the name
GYPSUM KING and one with the name GYPSUM QUEEN.
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This is the sailing vessel MONROE under conversion to a barge at Hantsport, Nova Scotia.

GYPSUM KING, a sea going tug, was built at Port Richmond, New York, in 1899. She was 563
tons and delivered to the J. B. King Transportation Company in June, 1899. She struck St. Mary
nd
Ledge off Grand Manan, New Brunswick, on January 22 , 1906, and was lost. Her crew of 12
men rowed ashore to Seal Cove, Grand Manan. In 1968 local divers dove down to the wreck and
salvaged some interesting artefacts that are held at the Grand Manan Museum. It is rather odd
that the sailing vessel GYPSUM KING and this tug GYPSUM KING were in service at the same
time. And both terminated their service the same year, 1906.
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This is the tug GYPSUM KING towing an unknown schooner.

The two wooden tugs with the name GYPSUM KING were built in the same shipyard. The first
nd
was built in 1899 and was lost on January 22 , 1906 as stated. The second tug GYPSUM KING
was built in 1906 after the loss of the first. She was delivered to the J. B. King Transportation
Company in October, 1906, and was slightly larger than the first at 581 tons. This GYPSUM KING
was renamed BROOKS SCANLON in 1926. She was renamed SAMSON in 1935 and was
deleted from the books in 1955.
I do not know whether the above photo is the tug of 1899 or the one of 1906. The height of her
spars in this photo would indicate she was fitted with wireless. They placed the antenna as high
as possible back then to give more range to the wireless transmitter. The wooden hull made it
hard to obtain good electrical contact with the water. The wireless equipment would need all the
help it could get.

This is the United States flag in 1906.
The United States flag in 1906 had 45 stars.

It is very difficult to accurately describe the wireless station in this tug one hundred years ago.
The Wireless Blue Book does not list frequencies that are of any help in stating whether this tug’s
main frequency was 143 or 500 kilohertz in today’s terminology. There was no operator licence.
The operator was probably quite young and had some experience on landline telegraph lines. He
would have had some brief instruction on the operation of the tugs wireless station. I have not
found the tugs port of registry. I believe it to be in the United States and the U.S. Naval Service

would have assigned the wireless call letters. This tug is not listed in SLOBS – Signal Letters of
British Ships – for 1912 and that indicates U.S. registration.
According to the Wireless Blue Book there were many stations around Boston and New York.
Partridge Island with wireless call letters SJ off Saint John harbour would have been her main
station while in the Bay of Fundy. SJ is listed as 220 meters or 1363 kilohertz in today’s
terminology. This Partridge Island station was a Marconi station and definitely there to
communicate with ships so must have monitored frequencies that permitted this communication.
GYPSUM KING would have been able to receive a time signal from this station. There was an
observatory at Saint John that provided these signals via the landline telegraph to the coastal
stations. The older members of her crew would have been better at predicting the weather than
any forecast from ashore at that date. GYPSUM KING with call letters GK would have had little
trouble maintaining wireless contact with all the stations available.
The location of the wireless station in this tug would be interesting. This was when the term
Sparks and Sparkers originated so it was not likely near the bridge. It is hard to believe that the
wireless operator did nothing but operate the equipment and was probably assigned other duties.
If his duties were nothing but the wireless operator he was on duty continuous except for a few
hours sleep. Listening to him getting a time signal from Partridge Island today would be very
interesting.
The Wireless Blue Book of May 1909 lists the GYPSUM KING as part of the Standard Oil
Company fleet. This would indicate she was on charter to this fleet or this fleet acted as manager
of that tug. The six vessel fleet is listed as:
CAPT. A. F. LUCAS …..GB
ASTRAL ……….……….GS
CITY OF EVERETT …..GF
BARGE NO. 93 ………..GP
BARGE NO. 94 ………..GH
GYPSUM KING ……….GK
They all had the prefix G in their wireless call letters as can be seen.
The sea going tug GYPSUM QUEEN was built in 1890 the year before the schooner of the same
name. The tug was 361 tons. She is not listed in the Wireless Blue Book of May 1909 and she is
not listed in SLOBS – Signal Letters of British Ships – so was not fitted with wireless and was not
registered in a British or British Commonwealth country or colony. The tug GYPSUM QUEEN was
acquired by the United States Navy in September 1917. She was commissioned SP-430 at New
th
York City on December 4 , 1917, and was outfitted as a naval minesweeper and towing vessel.
th
She was sent over and served in France until April 28 , 1919. She struck a rock near Armen
Lighthouse off Brest on that date, blew up and sank with the loss of 2 officers and 13 men. This
vessel was probably fitted with wireless when it transferred to naval service. According to Nav
Source on line she retained her GYPSUM QUEEN name while serving in the U.S. Navy.
Note that the tug GYPSUM QUEEN was in service until 1915 with the schooner GYPSUM
QUEEN. When I sailed with this fleet in the 1970’s they did not assign the name of a previous
ship to a new vessel until the previous ship had been gone ten years. This was to make certain all
the paper work on the previous vessel had been taken care of so there would be no chance of
confusion between the two. Therefore, these vessels having the same name at the same time
must have created a problem of some description.
The tugs and barges terminated their service in the late 1920’s. In 1927 this gypsum fleet was
renewed by three steel steamers of 3915 gross registered tons. This new fleet was registered in
the United Kingdom. These three ships carried radio operators (standard spark stations of the
period), and were joined by a fourth ship of much the same size (4034 gross registered tons) in
1929.

Furness Shipbuilding at Haverton Hill in the United Kingdom built all four of these gypsum ships.
The three ships that entered service in 1927 was issued flag signal letters and a separate
wireless call sign that I have not found. GYPSUM EMPRESS joined this fleet in 1929. Ships were
issued the one four letter call sign that had a prefix indicating the nation of registry from the 1927
Washington radio convention. This GYPSUM EMPRESS was assigned GSYM the first gypsum
ship with this new combined radio call sign and flag signal letters.
The four ships were:

1927-1962
1927-1941
1927-1942
1929-1942

Flag

Radio

Name

LBEJ
LBCQ
LBGK
GSYM

GNCK
GNCL
GNCM
GSYM

GYPSUM KING
GYPSUM QUEEN
GYPSUM PRINCE
GYPSUM EMPRESS

This is the red duster and the flag flown by these ships.

The International Telecommunication Union List of Ship Stations for 1933 stated that the
accounts for these four ships were handled by The Gypsum Packet Company Limited, Windsor,
Nova Scotia. “The EMPRESS” and “The PRINCE” are the only ones listed as fitted with radio
direction finders. All four ships were listed as fitted with Spark Transmitters, would handle public
correspondence and the Radio Officer stood an 8 hour watch. The frequencies listed for all four
ships were in kilocycles with meters in brackets.
The frequencies listed in 1933 for GYPSUM EMPRESS call sign GSYM were:
375 (800)
Radio Direction Finding
425 (705)
Working
500 (600)
Calling and Distress
665 (450)
Working
The frequencies listed in 1933 for the other three ships were:
375 (800)
Radio Direction Finding
500 (600)
Calling and Distress
665 (450)
Working
1000 (300)
Working
My grandfather told me in 1958 that one does not hear Morse code on the radio like they did
years ago. The Halifax, Nova Scotia public broadcast radio station CHNS went on the air in 1927
and the ships were transmitting right in the same area at the same time. No wonder grandfather
heard Morse code with the ships that were running in and out of the Bay of Fundy back then. 665
and 1000 kilocycles, or kilohertz in today’s terminology were right in the broadcast band. Actually
they were either side of the CHNS station grandfather was listening to on 910 kilocycles or 329.6
meters. Those old shipboard transmitters took up a fair portion of the radio spectrum around their
assigned frequency. Grandfather’s BCL may have been well blessed on occasion. Back then
radio operators referred to broadcast listening as BCL, especially when they were having trouble
and creating interference.
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A painting of SS GYPSUM QUEEN with call sign GNCL
This fleet nearly died during World War II, in fact GYPSUM KING was the only one to survive, she
went on to give faithful service until 1962 when she was sold to Greek interests. These Greek
owners loaded her with scrap steel in the United States and then sailed her to Europe selling the
whole thing, ship and cargo, for scrap. While she made this trip she was named GYPSY KING for
convenience in repainting the name on the ship. The other three were not so fortunate.
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This is the SS GYPSUM KING with call sign GNCK and the tug OTIS WACK

GYPSUM QUEEN was a part of Convoy SC42, and was sunk by a submarine torpedo at 2119
th
hours (9:19-PM) on September 10 , 1941, off Greenland in position 6305N 3750W.
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This is the SS GYPSUM QUEEN with call sign GNCL and the tug OTIS WACK
rd

On November 3 , 1942, GYPSUM EMPRESS sank from a submarine torpedo. This was in the
Caribbean Sea at position 1227N 6404W.
GYPSUM PRINCE was in collision with the British ship VOCO at the entrance to Delaware Bay
th
on March 4 , 1942 and sank. VOCO sailed back to Philadelphia. Six crewmembers in GYPSUM
PRINCE were lost. One was her Radio Officer Robert Parsons from Saint John, New Brunswick.
He was 26 years old and had signed on GYPSUM PRINCE for the regular wage, $125.00 per
month. He worked for the Canadian Broadcasting Corporation at Saint John and made this trip
simply to acquire sea time for his certificate. We required a certain amount of sea time in order to
keep our certificates valid. We needed six months every five years at the end of these certificates,
and this may or may not have been the ruling in 1942.
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This is the SS GYPSUM PRINCE with call sign GNCM

Prior to 1947 the Gypsum Company shipped the ore from the Bay of Fundy through the port of
Wentworth Creek east of the town of Windsor on the St. Croix River. Tugs took the ships up on a
rising tide and would arrive at high water. The ship would load and leave on the next high water.
On occasion they would leave one ship on a sandbar while another was loaded and taken out.
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This is the first tug named OTIS WACK and named for one of the company managers.
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These are two more of the hard working tugs at Wentworth Creek. The CHESTER is on the left
and the J. A. MUMFORD on the right. Note the difference between these three and the tug
GYPSUM KING. These were definitely harbour tugs because all that glass would not last long in
any weather. GYPSUM KING has round ports for strength when she took a sea on board in
weather. The funnels in all four tugs are high in order to create a draft in the fireboxes that heated
the water in the boilers to make the steam. All four were likely burning coal to fuel these fires in
order to make the steam for the main engine. Their whistles would be operated by steam as well
and likely a high pitched whistle at that. It would be a thrill to hear all four blow their whistle today.

This shows the location of the two ports of Wentworth Creek and Deep Brook, Nova Scotia.

This Gypsum Company also had a loading dock at Deep Brook on the Annapolis Basin for use
during the ice season. The St. Croix River fills with ice during the winter and the ore was then
shipped by Dominion Atlantic Railway to Deep Brook. In 1947 a large wooden dock was built at
Hantsport to load these ships and this dock replaced Wentworth Creek and Deep Brook. The
large storage shed at Deep Brook could still be seen from the main highway for many years after
it was last used. The Dominion Atlantic Railway brought the gypsum ore in to Hantsport from
various quarries around the Avon River just east of Windsor.
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This is the SS JAMES SHERRIDEN.

This was the spelling given me but according to the International Telecommunication Union, the
authority we were to use when in doubt, it was JAMES SHERIDAN with call sign WKDY. This
meant the ship was registered in the United States of America. The SS JAMES SHERIDAN lifted
the first cargo of gypsum ore from the new Hantsport dock in April, 1947.
A description of the radio room in the SS JAMES SHERIDAN should make one appreciate or
understand the position of the Radio Officer at that date and time. In 1947 her radio accounts
were settled with the Federal Communications Commission at Washington, D.C. She was not
fitted with radiotelephone and therefore was radiotelegraph only. Her radio station was open for
public correspondence and had unlimited hours of service. Depending on the Captain the Radio
Officer could put in some very long hours but could transmit telegrams for the crew if the Captain
permitted it. She was fitted with a radio direction finder and apparently spent some time on the
Great Lakes or was equipped to sail on the Great Lakes.
The radio station frequencies were in kilocycles with meters in brackets:
375 (800) Radio direction finding only
394 (761) Working on the Great Lakes only
400 (750) Working other than on the Great Lakes
410 (732) Working other than on the Great Lakes and the inland waters of the continental
United States and Canada
425 (706) Working
454 (661) Working other than Great Lakes
468 (641) Working other than Great Lakes
500 (600) Calling and Distress
By 1950 the SS JAMES SHERIDAN was listed as belonging to the American Gulf Steamship
Company and she was probably owned by this company all along. This would be the reason for
the letter G on her funnel in the above photo. By 1950 she is listed as being fitted with
radiotelephone. She is listed as being able to use 13 radiotelephone frequencies as follow:
2110 – for use in the vicinity of Miami, Florida

2126 – for use in the vicinity of New York and Seattle, Washington
2134 – for use in the vicinity of Puerto Rico and Galveston, Texas
2142 – for use in the vicinity of Norfolk, Virginia
2158 – for use in the vicinity of Tampa, Florida
2166 – for use in the vicinity of Ocean Gate, New Jersey, and Delaware City, Delaware
2174 – for use in the vicinity of San Pedro, California, and Charleston, West Virginia
2198 – for use in the vicinity of New York
2206 – for use in the vicinity of New Orleans, Louisiana, and Portland, Oregon
2638 – for Inter-Ship use except on the Great Lakes and the Inland Waters of the United
States
2738 – for Inter-Ship use
Frequencies for Coastal Harbor Telephone Service on the Great Lakes are allocated as follows:
2118 – for working
2158 – for working
2182 – for calling and safety
2738 – for Inter-Ship communications
In 1950 these frequencies are listed in kilocycles only. These frequencies remained more or less
the same until medium frequency radiotelephone was replaced by frequency modulated
radiotelephone on the very high frequency band. When these old rock bound or crystal tuned
radiotelephone channels were in use it was a bit of a pain. The small low power radiotelephones
in use would have about six channels only. They worked well when one was able to stay within
range of the few stations they were tuned for. Changing frequency on one was more or less a
major undertaking and normally one did not carry the crystals in order to make any change.
Her radiotelegraph transmitter was listed with a power of 75 watts and her radiotelephone
transmitter was listed with a power of 25 watts. I was unable to learn who manufactured her radio
stations. Her main antenna appears to be the popular inverted L from her mast back to her
funnel. The funnel is tall to create a good draft in her fire box. She no doubt burned coal to
produce the heat to make the steam for her main engine, generators, winches and whistle.
Things were done with a lot more etiquette or colour back then. When she entered the Bay of
Fundy in 1947 she would have flown the United States flag on her stern just above her name and
port of registry. This was the 48 star flag flown by the United States from 1912 until 1959. The
photo indicates she has one mast only. She probably had as many as three places to fly a flag on
each arm of the mast. On one of the arms of her mast she would have flown the Canadian red
ensign the flag of Canada that was flown from 1922 until 1957. If she “Made her Number”, and
they often did back then she would have flown the letters WKDY in a vertical line on the opposite
arm from the Canadian ensign. If she had flown letter H by itself from one space on the yard it
meant “I have a pilot on board”. There could have been a place to fly a house flag as well if the
American Gulf Steamship Company had a house flag. It would have been interesting to watch her
enter the Minas Basin, the Avon River and read all her flags.
Her Radio Officer would have transmitted any messages via radio station VAR Saint John, New
Brunswick, while in the Bay of Fundy. When in the Minas Basin he would have found VAR hard to
copy and would have found VCS Camperdown much easier to work. Camperdown VCS would be
30 miles closer than VAR and the VCS old Marconi LTT4 transmitter or relatively new Marconi
TM11 transmitter would have been much easier to work. Thirty years later the only weather
forecast I could copy in Minas Basin was the VCS forecast. They had the weather forecast split
up and VCS did not broadcast the Bay of Fundy. I used to try and guess the right forecast and
stick Bay of Fundy on it. There were a number of things like this common to the Canadian
stations from a lack of a merchant fleet with proper radio officers to correct these errors. One
could do nothing about them at the time.
The WKDY call sign was assigned to a regular broadcast station on 1400 kilohertz in South
Carolina in 2011.

Quite often one will read that the gypsum fleet loaded at Walton. That was the National Gypsum
fleet and not this, the United States Gypsum fleet. National Gypsum loaded a couple of former
4700 ton Park ships at Walton. Deep Brook is much farther west and does not appear on the
following two maps.

Rand McNally

This is the Minas Channel and Minas Basin area of Nova Scotia. I have marked the ports and
anchorage that I have tried to describe. Spencers Island is the little island shown just below the
village of the same name. This is where the tugs apparently dropped the barges of ore for the
large tugs from the United States. Wentworth Creek is not shown on this map and is shown on
the one below.

Government of Canada Province of Nova Scotia
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This is an unknown vessel loaded with a cargo from Wentworth Creek, Nova Scotia

After World War II the GYPSUM KING was returned to the Gypsum interests. In 1950 GYPSUM
KING was listed as having radiotelegraph and modulated radiotelegraph and was able to transmit
on 375, 425, 480 and 500 kilohertz. Her radio accounts were now settled with the Marconi
Company in England and that was a good indication she was now fitted with Marconi equipment
and may have been using Marconi equipment since new.
The Gypsum Company set about immediately to replace those ships lost during the war by two
new larger self-discharging ships of 7969 gross tons. Several companies copied these two new

ships. National Gypsum, Georgia Pacific and Reynolds Aluminium were three. These three
altered the actual design but the basic principal remained the same. Previous to the creation of
the self-discharging ship the ore cargo had to be shovelled out of the cargo holds with large
mechanical shovels. I believe these large shovels were called grabs.
If one cut one of these new self-discharging ships in two and looked at the end of each section it
would look something like the letter W and the two V parts making up the W were the cargo
holds. The inverted V between the two holds was the water ballast, fuel and freshwater tanks.
There were seven hatches and the two cargo holds were divided into three holds if I remember
correctly. At the bottom of the cargo holds were gates and over two hundred of them. One
hundred and twenty one I believe on each side. These gates opened and let the cargo pour out
onto an endless conveyor belt. There were two of these belts of course, and they ran beyond the
full length of the cargo holds. The United States Gypsum ships carried two men called Gatemen
and it was their job to operate and maintain these gates. The two endless conveyor belts ran up
at the stern of the ship past the main engines or engine room. These two belts emptied into
another belt called the cross-over belt. In the United States Gypsum ships this cross-over belt
could move from one side of the ship to the other and would protrude out past the ship’s side,
through a door in the ship’s side. There was a door on each side of the ship, in the ship’s hull for
this purpose. This cross-over belt emptied into the belt ashore that took the ore up into a storage
area, after it got rid of the empty booze bottles that rattled up the belt on a few occasions and
were first ashore. There was a walkway between the bottom of the cargo holds and the outside
hull of the ships known as the tunnel. There was one tunnel on each side of the ship, of course,
and this was where the Gatemen operated the gates and the only time the rest of us went down
there was when the weather would not permit us to walk across the upper deck from the foreward
to the afterhouse. The Captain, Mates, Radio Officer and Seamen lived at the foreward end of the
ship. We used to go down inside the foreward house, along the tunnel and up into the afterhouse
for our meals. The tunnel was a great place to hide with a bottle because the ships were
supposed to be booze free or dry.
Some of the United States Gypsum ships carried an extra belt that could be hung off the side of
the ship, and the cross-over belt would empty into this extension. This extension belt would empty
the cargo in a pile ashore making the ship a true self-discharge vessel. It would take a bulldozer
or two ashore to clear the cargo away from this extension belt or the ship would have to move up
or down her dock while discharging.
The Gypsum Company, the branch of United States Gypsum, decided to try this new flag of
convenience that was popular and a carryover from the lend-lease agreements made between
the United States and the United Kingdom during the war. Although flag of convenience was
nothing new to Canadian ship owners, many of the tern schooners had been registered in the
West Indies as early as the late 1800’s because of the attitude toward shipping in Canada.
These two new Gypsum ships were built at Kearney, New Jersey, in 1947 and were registered in
Panama. They were a new GYPSUM PRINCE and a new GYPSUM QUEEN. They were fitted
with the Radio Corporation of America stations. The main stations were the 4U and an RCA
radiotelephone mounted in the chart room. GYPSUM PRINCE was assigned call sign HPVU and
the GYPSUM QUEEN was assigned HPVT. Their radio accounts were also handled by RCA in
New York. The International Telecommunication Union List of Ship Stations stated they were
fitted with radiotelephone but did not list the radiotelephone frequencies assigned each ship.
GYPSUM PRINCE was assigned these frequencies in kilocycles only:
375, 400, 410, 425, 468 and 500 kilocycles
GYPSUM QUEEN had the addition of one more medium frequency making it:
375, 400, 410, 425, 454, 468 and 500 kilocycles
Their high frequency assignment was much the same:

4140
4150
4160

5510
5520
5530

6210
6220
6230
6240

8250
8260
8280
8300

11020 12360 16480 22080
11040 12390 16520 22120
11060 12420 16560
12460 16590
12480 16600
16660

For some unknown reason the GYPSUM PRINCE was assigned 8330 and the GYPSUM QUEEN
was assigned 16640 in addition to those frequencies listed above. There is no listing for the
assignment of the radiotelephone frequencies as stated. The 5 and 11 megacycle frequencies
may have been radiotelephone. They do not appear to be radiotelegraph.
In 1956 these two ships were joined by two more from the same plans, slightly altered for
hydraulic hatches and a bit more streamlined. These two, GYPSUM EMPRESS and GYPSUM
DUCHESS, were built at Hamburg, Germany. The GYPSUM EMPRESS was assigned call sign
HOCZ and the GYPSUM DUCHESS was assigned call sign HOMS. These two were fitted with
Radio Corporation of America stations, the RCA 5U units. The four vessels registered in Panama
were using the Radio Corporation of America to handle their radio accounts.
This is the RCA 5U station.

Radio Corporation of America

ET8051 Main Transmitter
350-515 KCS
A1 or A2 Emission
250 watts output
Mains Operated
This is the large unit upper right in the console.
AR8506 Main Receiver

85-560 KCS
1.9-25 MCS
Superheterodyne
Mains Operated
This is the unit with the large dial in the middle of the console just below the High Frequency
Transmitter described below.
ET8065 High Frequency Transmitter
2-24 MCS (Xtal Controlled)
A1 Emission
300 watts Output
Mains Operated
This is the large unit in the upper middle of the console with the clock mounted on it.
Emergency Transmitter
410-500 KCS
A2 Emission
40 watts output
12 volt battery power supply
This is the small unit on the upper left of the console with the four meters above it.
Emergency Receiver
14-650 KCS
Regenerative
Mains or battery operation
This is the unit to the right of the Main Receiver with the large dial.
The cubby hole above it is a storage compartment for the radio log.
The International Telecommunication Union List of Ship Stations for 1959 listed the GYPSUM
PRINCE and the GYPSUM QUEEN with the same radiotelegraph and radiotelephone
frequencies.
Medium frequency radiotelegraph frequencies were:
410, 425, 454, 468 and 500 kilocycles
Medium frequency radiotelephone frequencies were:
2110, 2118, 2134, 2142, 2166, 2182, 2198, 2206, 2638, 2670 and 2738 kilocycles
The High Frequency radiotelegraph frequencies were:
4186 6279 8372 12558
16744 22265
4204 6306 8408 12612
16816 22312.5
4228.5 6342.5 8457 12685.5
16914 22375
For some strange reason the GYPSUM DUCHESS was listed as fitted with radiotelegraph only in
1959.
Both GYPSUM EMPRESS and GYPSUM DUCHESS were assigned the following frequencies in
1959:
410, 425, 444, 448, 454, 468, 480, 500 and 512 kilocycles on medium frequency
444 and 448 were working frequencies but rather unusual and this was the only time I
encountered them.
GYPSUM EMPRESS was assigned the following radiotelephone frequencies in 1959:
2118, 2134, 2142, 2158, 2166, 2182, 2206, 2366, 2390, 2430 and 2738 kilocycles

They were assigned different frequencies for radiotelegraph on the high frequency band in 1959.
The GYPSUM DUCHESS was assigned:
4186 6279
8372 12552
4196 6294
8392 12588
4220.5 6330.75
8441 12661.5

16736 22255
16784 22292.5
16882 22355

The GYPSUM EMPRESS was assigned:
4186 6279
8372 12558
4201 6306
8408 12612
4228.5 6342.75
8457 12685.5

16744 22265
16816 22312
16914 22375

Those frequencies make little sense to me. The frequencies from 4 to 16 megacycles should be
multiples of the same 2 megacycle frequency. These transmitters used a crystal cut for 2093
kilocycles for example and then simply used the multiple of that frequency up to 16 megacycles.
A separate crystal was used for the 22 and 25 megacycle frequencies when fitted for use on the
22 and 25 megacycle band. These 4 to 16 megacycle frequencies are not true multiples and
make little sense. There were two reasons for this. It made it easier to construct the transmitter by
using the harmonics of the one crystal. The second reason they were multiples was to make
certain any harmonic from any transmission one made on a lower band would be in a band
assigned that service. The transmitters of this era and earlier were notorious for transmitting
harmonics and this would make certain one was in a band assigned ships and not interfering in a
band assigned to aircraft or some other service. In other words, the GYPSUM DUCHESS high
frequency transmitter should have had three crystals; 2093, 2098 and 2110.25 kilocycles. This
would give her the three frequencies on each band from 4 to 16 megacycles inclusive. The 12552
kilocycle frequency is one that is wrong. Etc.
If I had been the Radio Officer in one of these ships at that time the Captain, Radio Corporation of
America, the office that issued the Panamanian Licence and the Gypsum Transportation head
office would be receiving a letter from me pointing this out. Then if some enterprising monitoring
operator picked me up for being off frequency – well at least I would be able to say I told them so.
Although I do not believe the citations received from these monitoring stations amounted to much.
A friend of mine received one for calling KPH in California. He transmitted KPH something like 86
times without a break. We were to send our call sign after sending the call sign of the station
being called 13 times and after two or three attempts were to terminate and wait for awhile. I am
going by memory because I no longer have the record on this. When I asked this friend what he
did about this citation he said he framed it. Anyone who counted the number of times he called a
station deserved some respect. But of course if someone really made a mess of things on the
500 kilocycle distress and calling frequency or something that serious they would have lost their
certificate.
The top row of the above high frequencies is the calling frequency in each band. The two lower
frequencies are the working frequencies. At least that is correct because the freighters, such as
these ships used working frequencies higher than the calling frequency in each band and the
passenger ships used working frequencies lower than the calling frequency in each band. In other
words these two ships had the one calling frequency only in each band and two working
frequencies.
Calling Frequencies
4178 to 4186
6267 to 6279
8356 to 8372
12534 to 12558
16712 to 16744
22225 to 22265

Freighter Working
4188 to 4236.5
6282 to 6354.75
8376 to 8473
12564 to 12709.5
16752 to 16946
22272.5 to 22395
Passenger Working
4135 to 4175
6202.5 to 6262.5
8270 to 8350
12405 to 12525
16540 to 16700
22075 to 22215
These frequencies changed from time to time. Every so often some nation would decide it
needed more room for international broadcasting and if they had what it took to change things at
the International Conferences, a change was made. International broadcasting known as short
wave radio is pretty well a thing of the past with all the newer satellite radio broadcasting systems
in place. The United States had their transmissions known as Voice of America with transmitters
located in various places around the world. In Canada this was known as RCI – Radio Canada
International and the main transmitter site was located on the New Brunswick – Nova Scotia
border with studios in Montreal, Quebec. RCI terminated in 2012.
To give one an example of what it was like back then we will call the U.S. Coast Guard Radio
Station at Boston, Massachusetts with a weather observation on the 8 megahertz marine band
from the GYPSUM DUCHESS. One would tune in the coast station with call sign NMF on 8465
kilohertz and check to see if their operator was busy. Once one knew that he was not busy the
procedure would look like this:
One would tune and transmit on 8372 kilohertz
Transmit NMF several times until one heard the coast station transmit DE
One would then send NMF DE HOMS HOMS QSS 392 K
QSS meant I will use the working frequency of 8392 kilohertz
HOMS DE NMF R UP
Simply send R for roger and a couple of dits on the key to let him know you
heard him
One switched the transmitter to 8392 and transmitted
NMF NMF DE HOMS HOMS GE OBS QRV? K
Good evening I have a weather observation are you ready
HOMS DE NMF GE QRV K
Good evening I am ready go ahead
One transmitted the weather observation
It took a lot less time to do this than describe it here but that should give one the idea of what it
was like. These four ships were fitted with the Radio Corporation of America stations, the popular
consoles constructed for merchant ships in 1947 and 1956 respectively. A fifth ship, GYPSUM
COUNTESS, joined the fleet at the time the GYPSUM KING was sold for scrap from the same
plans as the other four. GYPSUM COUNTESS was built at La Trait, France, in 1961 and was
fitted with a Mackay MRU19/20 console.

ITT Telecommunications

Mckay Marine Radio Unit Type MRU-19/20 as fitted in SS GYPSUM COUNTESS
The power output of the transmitters in the Mckay station would have been much the same as
that of the RCA 5U above. Both the RCA and Mckay stations had a TR switch that was a relay
that switched the transmitter and receiver back and forth to the antenna. This TR switch was quite
noisy and gave one the feeling they were putting out much more power than was actually being
transmitted. The RCA 4U and the transmitters of that generation had a motor generator in order
to supply the proper voltage to the transmitter. These units operated on various voltages,
whatever was available from the ships supply or the emergency batteries. The output gave the
correct voltages to operate the transmitter. The noise from both the TR switch and the motor
generator would follow along with ones fist or transmitting in radiotelegraph. Most radio operators
found it quite a thrill but the rest of the ship’s crew were not as happy with this racket.
This gypsum fleet with their years of service, their call sign between the years 1947 and
December 1961, their gross tonnage and name was:
1927-1962
1947-1975
1947-1975
1956-1985
1956-1986
1961-1989

GNCK
HPVU
HPVT
HOCZ
HOMS
HOVC

3915
7969
7969
8180
8180
8240

GYPSUM KING
GYPSUM PRINCE
GYPSUM QUEEN
GYPSUM EMPRESS
GYPSUM DUCHESS
GYPSUM COUNTESS

1950-1995

VDJT
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OTIS WACK

This is the flag flown by the five ships registered in Panama.

Radio Officer Dermot Cruise

SS GYPSUM PRINCE in the late 1940’s with call sign HPVU

Bob Langdon

This is a painting of the second tug with the name OTIS WACK but I am unable to make out the
name of the one who painted it. It was sent to me by Bob Langdon.
This second OTIS WACK was a tugboat built in 1950 at Lauzon, Quebec, and was based at
Hantsport, Nova Scotia, the main loading port for these ships. This tug was the second tug of that
name and named for the local company manager for many years. This tug was registered at
Windsor, Nova Scotia to the Fundy Gypsum Company, Windsor, Nova Scotia. The tug’s main
excuse for existence was to tow one of the ships out to deep water if it broke down. These ships
were loaded with 10,500 tons of ore in less than three hours. This was done with two fast
conveyor belts. Should something have gone wrong and they were unable to load this ore, the
ship left the dock on the same tide she arrived and went to anchor off Cape Blomidon in Minas
Basin to wait for the next tide.

Rand McNally

This is the anchorage area for the Gypsum Fleet in the Minas Basin. We often anchored there to
wait for the tide at Hantsport or wait for a ship already loading at Hantsport to leave. This was the
practice for the last Gypsum ship if she had to wait for any reason.
The company tug OTIS WACK lived a life of leisure for a tugboat. Her crew had her “tiddlied up”
like a yacht and left Hantsport on the tide before a ship was due, taking out the mail for the crew.
Then she followed the ship in, providing she felt rather ambitious that day. If not she would throw
a line on the ship and have her tow her in, dangling alongside. She did not, to my knowledge, tow
one of the ships out.
One time GYPSUM DUCHESS got caught and had to lie in the mud for the next tide. This was
the thing OTIS WACK was suppose to prevent, but somehow the engineers did not get her water
ballast out in time and the fast loading of the cargo pushed her into the mud. By the time things
were organized the tide had dropped far enough that GYPSUM DUCHESS could not free herself
from the mud and get clear. Luckily it did no damage. The dock is completely free of water at low
tide and there is nothing but the mud of the Avon River bottom for some miles from the dock.
OTIS WACK was fitted with radiotelephone only. Davie Shipbuilding at Lauzon, Quebec
constructed OTIS WACK and built several similar tugs at the same time. One was kept busy
hauling barges of pulpwood from the West Indies to Jacksonville, Florida, under the Liberian flag.
Another was based at Saint John, New Brunswick.

Allen Spinney

This is an immature Brown Booby that came on board GYPSUM EMPRESS for a rest off Old
Isaac’s Lighthouse, Cayman Islands, 1972. That is Captain Claude Brook admiring the bird.

Allen Spinney

This is one of those beautiful lazy hazy days in the Caribbean that one often dreams about.
SS GYPSUM EMPRESS 1972
By 1961 the Gypsum Company had enough of the Panamanian flag and since all had been going
well with GYPSUM KING registered in Middlesborough, United Kingdom, they decided to switch
the other five ships to the same flag and register them in London, England. The five changed then
flew the red duster, replaced the Panama, R.P. on their sterns with London and became:
GHYX GYPSUM PRINCE
GHYY GYPSUM QUEEN
GHZE GYPSUM DUCHESS
GHZF GYPSUM EMPRESS
GHZK GYPSUM COUNTESS

The GYPSUM COUNTESS changed her registry shortly after she was built. She did not appear in
any of the International Telecommunication Union publications so I could not obtain any of her
assigned radio frequencies. I had to make a special request to the International
Telecommunication Union in order to obtain her HOVC Panamanian radio call sign.
When these five ships changed registry to London they changed their radio accounting authority
to the International Marine Radio Company (IMRC) at Croydon, England. In the International
Telecommunication Union List of Ship Stations for 1966 all five Gypsum ships are simply listed as
assigned certain bands of frequencies. This was the way all of the world’s ships were listed in the
International Telecommunication Union List of Ship Stations from around then until this radio
trade terminated in the 1990’s. The authorities probably changed to this system realizing the
previous system was not accurate and took up a lot of space in their publications, although a
number of the world’s nations continued to list the frequencies assigned to their ships.
The five gypsum ships in 1966 were assigned:
405 – 535 kilohertz for radiotelegraph
4,000 – 25,110 kilohertz for radiotelegraph
1605 – 4,000 kilohertz for radiotelephone
In addition to this the GYPSUM COUNTESS was assigned the band from 4,000 – 23,000
kilohertz for radiotelephone. All five ships were fitted and used this band but it is rather odd that
“the COUNTESS” is the only one listed. All five ship radio stations were open for public
correspondence and all five were listed as standing an 8 hour watch. It leaves one wondering
how accurate this system was as well.
All of these ships were still fitted with the 448 kilohertz working frequency when I sailed with them
and when they were fitted with the Marconi Globespan transmitters. I have a recording made on
th
the evening of March 11 , 1966 by W1NP of all the activity on 500 kilohertz. This recording was
made in New Jersey and one can hear the stations from New Brunswick to Florida. In this
recording Tommy Potts in GYPSUM PRINCE called VRT Bermuda and said he would use 448. If
I remember correctly Tommy used that as a working frequency on occasion.
Shortly after this change in registry to the British flag the Hantsport Office was fitted with a
radiotelephone for communication with this fleet and assigned radio call sign CKB. This station
was upgraded to single sideband in the 1970’s and was equipped with several high frequencies
that I no longer remember. When that took place this station was capable of communicating with
the fleet up and down the coast to Florida and possibly further on occasion.

Captain O. K. Langdon

This is the SS GYPSUM QUEEN with call sign GHYY.

I remember the day this was taken because I was the radio officer on board at the time this
photograph was taken from a sister ship.

This is SS GYPSUM EMPRESS with call sign GHZF docking at Hantsport, Nova Scotia.
Her water ballast is nearly out and she will soon open her cargo hatches.
Note the Canadian flag lying from her foremast.
She is not flying the Gypsum House flag from the top of her mizzen mast.
This photograph is by Fairclough Photography.

This is the SS GYPSUM DUCHESS coming alongside the Fundy Gypsum Dock at Hantsport.
The Keyes Fibre Plant is to the left and the Avon River runs on up past the town of Windsor.

SS GYPSUM DUCHESS docking Hantsport with the tug OTIS WACK alongside
Note the two long conveyor belts that swivelled out over the cargo holds and loaded the ore in
less than three hours. The ships did not open their hatches until secured alongside.

Captain O. K. Langdon

This is SS GYPSUM DUCHESS with call sign GHZE with a full cargo.
Note the DUCHESS is in United States territorial waters.
One can tell that because she is flying the flag of the United States from her main mast.
She is also flying the gypsum house flag from the top of her mizzen mast.
It is a shame she is not making her number.
If she were it would be the letters GHZE in a vertical line on the main mast opposite the U.S. flag.
By the time this photograph was taken making her number was mostly a thing of the past.

Captain Claude Marcil

This is Radio Officer S. G. “Spud” Roscoe on duty in GYPSUM PRINCE call sign GHYX in 1970.
This is the Marconi station that replaced the four RCA stations. The Globespan transmitter is the
unit over next to the filing cabinet. Top center is the antenna switching unit and the call sign and
clock are mounted on a blank panel. The bottom unit is the Atalanta receiver below the clock. On
the right top is the emergency transmitter and the auto alarm receiver is below the emergency
transmitter. The Monitor emergency receiver is the unit below the auto alarm receiver with the
white dial. The Autokey automatic keying unit was to the right of the Monitor receiver just out of
the picture. The battery charging and switching unit is below the Monitor emergency receiver.

GEC-Marconi Electronics Limited, England. Turners (Photography) Limited, Newcastle
Upon Tyne

This is the Marconi Globespan installation on board the British MV PRIAM, 1966, with
international call sign GPGE. This station is identical to the stations fitted in the gypsum ships
except for two minor features. The gypsum ships had one Atalanta Receiver and had a Monitor
Emergency Receiver in place of the Alert Emergency Receiver fitted in PRIAM. The Alert
emergency receiver is the unit below the emergency transmitter with the two bars across the front
of the speaker and was fix-tuned to 500 kilohertz. The unit to the right of the Alert receiver is the
Autokey automatic keying unit that would transmit the twelve 4 second dashes with one second
spaces, the auto alarm distress signal. It would then transmit SOS three times DE and the ships
call sign three times then a steady 10 second dash for radio direction finding purposes. It would
repeat the latter transmission every 14 minutes as long as the 12 volt emergency power lasted.
One could leave the ship and let this run. The auto alarm receiver that activated bells on the
bridge, in the radio room and at the Radio Officer’s bunk is below the Autokey panel in PRIAM.
This was activated on the reception of 4 four second dashes. 12 or three times the number
required were transmitted for insurance. These two panels in PRIAM are reversed from the
stations fitted in the four gypsum ships. Each Marconi unit had a name and I cannot remember
them all. If my memory serves me correctly I believe the auto alarm receiver was called
Oceanguard.
It would appear that the Alert 500 kilohertz receiver was fitted in the stations that had two Atlanta
receivers and the Monitor fitted in those stations with one Atlanta receiver. The TUPPER with call
sign CGCV had two Atlanta receivers and the Alert 500 kilohertz receiver. The Canadian Tanker
MV EDOUARD SIMARD with call sign CYCJ did not follow this line of thinking. She had the one
Atlanta and the Alert 500 kilohertz receiver. I made a trip once with the Monitor only. The Atalanta
was in the shop ashore for repairs. That was an experience and a half. One had to tune in a
station on the high frequencies, look up the frequency it was on, and then tune in another station
hopefully the other side of the station one wanted, and then swing around until they heard the
station they were looking for. It reminded one of the old floor model receivers found in living
rooms back in the 1930’ and 1940’s.

A radio room clock was marked to assist a distress. The twelve four second dashes, with a one
second pause around the edge of the face were marked in red in order for one to transmit the
distress signal via a hand telegraph key. There was a red triangle bar through the 15 to 18 and 45
to 48 minute periods on the clock face. That was known as the silent period and one was not
allowed to transmit on the distress and calling frequency of 500 kilohertz during each of those
three minute periods. They were required to listen for a distress call especially from a low
powered lifeboat radio. We logged it as S.P.O. – translating to silent period observed. We
monitored that frequency religiously for nearly forty years and did not hear a lifeboat. We do not
know anyone who has. It was simply part of the job. We often tested the lifeboat radios when at
sea.
The telegraph transmitting hand keys shown in both radio room photographs are the Marconi
365EZ keys that many consider the ultimate hand key ever produced.

Since British law stated that all ships registered in that country had to be fitted with British radio
equipment, the four gypsum ships with the RCA stations had to have new stations. The RCA
stations were replaced with identical standard British Marconi Globespan consoles as the one in
GYPSUM PRINCE above. It took five years or longer to get all four stations changed after they
changed registry in December 1961. Because the American Mackay console was tied in with the
International Telephone and Telegraph Corporation, GYPSUM COUNTESS was permitted to
retain her MRU-19/20 console. The auto key had to be replaced with a British Redifon and she
therefore carried both the original Mackay and the Redifon, but the remainder of her station
remained the original Mackay unit. This included the Mackay radiotelephone located in the chart
room.
The other four had their beautiful American RCA stations of 1947, the 4U, and 1956, the 5U,
replaced with the British Marconi Globespan stations. I sailed with more Globespans than any
other station but I enjoyed the American stations more. I found them easier to operate and
maintain. Actually this meant “the COUNTESS” became my favourite ship of the twelve I sailed in
over the years. These five ships had beautiful long wire aerials and with a good electrical contact
with the water, the steel hull, and those aerials, it was not hard to contact anyone from these
stations. It should be noted that the Federal Communications Commission in the United States
made it mandatory for the ship transmitters manufactured in the United States to key each stage
of the transmitter. This gave those stations a distinctive chirp when sending radiotelegraph.
The Radio Corporation of America created a branch of RCA called the Radiomarine Corporation
in 1927 to manufacture and maintain shipboard radio equipment. RCA terminated this branch in
the late 1960’s. This manufacture and maintenance was taken over by Electronic Assistance
Corporation and the stations they produced were the RCA 6U stations.

The RCA 6U Console first designed and built in 1962.
This console had the exact same transmitters as fitted in the 5U console.

The RCA ET8051 Medium Frequency Transmitter as fitted in the 5U and the 6U console.

This is the ET8065 300 watt high frequency (2 to 24 megahertz) transmitter fitted in the 5U and
6U console.

Maritime Radio Historical Society

The main receiver fitted in the 6U console was the AR-8516 that was the marine version of the
CRM-R6A pictured above. This was the biggest difference and biggest improvement in the 6U
console compared to the 5U console.
The emergency receiver in the 6U console was the same regenerative receiver fitted in the 5U
console.
I have not been able to confirm this but I have been told that two of these last 6U stations to be
fitted were in two banana boats; the BANANA PLANTER and the BANANA REEFER. Both were
registered in Panama and assigned consecutive call signs. “The PLANTER” was 3EGG and “the
REEFER” was 3EGH. A friend went aboard one and said these stations were painted a nice tan
or buff colour and not the standard dull blue grey that RCA had painted their marine stations.
Another who sailed with a 6U said his was light grey in colour. Both ships had been built in 1960
and were identical sisters of 1,937 gross tons. Both ships had been built for the Geest Line and
both were purchased by Del Monte in 1971. The Geest ships were registered in several nations
and these two were registered in Holland. GEESTLAND had call sign PEGW and the
GEESTSTAR had call sign PEGX. The GEESTLAND became the BANANA PLANTER and the
GEESTSTAR became the BANANA REEFER. I do not know why these two ships had new radio
stations fitted when Del Monte purchased them. They both were still using RCA New York as
their accounting authority in 1983 and both ships were scrapped in 1984. Del Monte claims they
have no record and know no one who could help with this research. It was still popular to lease a
radio station for a ship back then. This may or may not have been the practice with Geest and the
lease was cancelled when the ships were sold. Only a guess and the reason could have been
one of many things.
The BANANA PLANTER was alongside Tampa, Florida when we went in to finish off our part
cargo we had loaded at Mobile, Alabama. “The PLANTER” was painted all bright white with dark
green boot topping, trim and funnel. She was a very pretty ship and on the funnel was the bright
red and gold Del Monte crest as one finds it on a can of their fruit. The crest seemed to really set
things off. Her crew appeared to be central or South American with the officers in white uniforms.
These two ships could probably carry a few passengers.

This is the ship that became the BANANA PLANTER in 1971. Are you able to picture a fresh coat
of white paint, dark green boot topping, dark green trim around the hatch combings and the dark
green funnel with the Del Monte crest? That is the way I remember this ship. I am unable to read
her flag hoists.
When we entered Kingston, Jamaica back then we had to send a number of messages and
receive a reply to each prior to entering the harbour. Some of them were coded and appeared to
be obsolete and we were told to never leave a strange form lying around or their officials would
want a copy of it. I remember a mix-up of some description one time where I had to type up a
ridiculous number of crew lists for them. On one trip I transmitted these messages with no
problem. When I tried to get the answers to these messages it became a bit crazy to say the
least. At one point the operator at Kingston Radio 6YI asked me to shift to a frequency within the
80-meter amateur radio band. At that point I switched the transmitter off and went back to
monitoring the distress and calling frequency of 500 kilohertz. I then started punching up a letter
to our accounting authority the International Marine Radio Company at Croydon, England. I could
think of nothing else. Captain Claude Brook came into the radio room while I was doing this and I
tried to explain to him what was taking place. He asked if he could see my letter that I had not
completed. On reading it he asked me to not get IMRC involved and wanted to know if he could
keep my letter and use it. He was having similar problems at his end and came back to the radio
room and read me portions of his correspondence where he used what I had written.
We did a few 360 degree turns off the harbour at Kingston. The Caribbean swell was quite high
that day and we were in water ballast. Needless to say the old girl did some pretty good rocking
and rolling as we made these turns. It was getting dark when the captain asked me to make a
security call on VHF channel 16 to try and learn if any ship was outbound because we were going
in without the clearances and a pilot. This was the first time I had the chance to make one of
these calls and I did it by the book. Three Securities, three all stations, this is, the name of the
ship three times then the statement we were inbound and requested any outbound ship to please
advise. We made this announcement several times but on the second time the captain asked me
to lay off the long call and simply say security call, the ships name and the request. I told the
captain this was my first time and I wanted it done by the book but did it as requested from then
on. At one point I asked Kingston Radio 6YI for a radio check. He told me I was loud and clear
and I thanked him for the check. There was no way I was going to copy all those messages via
radiotelephone so did not make any mention about them having any message for us. There were
no ships outbound and we simply went in and down to our dock and tied up. When the Jamaican
officials came on board they realized we were a completely different crew than the crew that had
taken the ship in last. We had no idea what that previous crew had done to get them so riled up.
They apologized for all the confusion. When we sailed a day or so later with a full cargo I called
Kingston Radio 6YI on 500 kilohertz when clear. 6YI switched to 458 and I switched to 454 and

the operator at 6YI transmitted all the messages I should have received before our arrival. I gave
them to the captain and heard nothing more about it. I did receive quite a complement. Captain
Brook asked me to sign on permanently. I was a relief radio officer.
My best distance on medium frequency was in GYPSUM COUNTESS. I passed a message to
Bermuda Radio VRT from Cape Cod Bay. I was using 425 kiloHertz and VRT was using 426
kiloHertz. This took place at around noon hour or mid day. My signal had to travel over Cape Cod
and we had no trouble at all.

Captain O.K. Langdon

SS GYPSUM COUNTESS passing Manhattan, New York, on the Hudson River with another
cargo of Nova Scotia gypsum bound for Stony Point, New York.

This is SS GYPSUM COUNTESS off Fort Pierce, Florida, in water ballast.
I have many memories of my experiences sailing with this fleet. I “signed on” first on September
th
th
25 , 1970 on GYPSUM COUNTESS and I signed off last on September 25 , 1976 (the same day
believe it or not) from GYPSUM BARON. I enjoyed sailing in this fleet those six years very much
and will try and record this experience from memory 37 years after the fact. I feel confident I have
it correct although ones memory can play many tricks as the years go by.
I used to take my annual leave, overtime, compensation leave and so on from the Canadian
Coast Guard Ship TUPPER and sail with this fleet as their relief radio officer during this time off.
There were a number of officers sailing with this fleet that did the same. I signed on SS GYPSUM
th
EMPRESS on July 19 , 1975. The Captain was Jack Hansen who was an instructor at the
navigation school here in Halifax. The Chief Engineer was Mr. Eylman who was on the
maintenance staff at Acadia University. I trust I have his name spelled correctly. He was originally
from Germany and had sailed in the German Merchant Navy during World War II. It was he who
came down on board GYPSUM DUCHESS and helped her engineers shut down her engines
when she got stuck in the mud at Hantsport and had to lay there until the next tide. I have this
incident recorded elsewhere in this exercise.
We loaded a cargo of gypsum ore at Hantsport on this date and delivered it to Jacksonville,
Florida. We then sailed in water ballast to Kingston, Jamaica. There we loaded a gypsum cargo
from Jamaica Gypsum and delivered it to New Orleans, Louisiana. We then went to Baton
Rouge, Louisiana and loaded a part cargo of wheat. We then went to Mobile, Alabama to finish
loading wheat. Wheat is a very dangerous cargo. I feel more dangerous than gasoline. If wheat
gets wet it will swell to the point it will burst the hull on a ship. It has to be secure in the ship
because it will run like water and could cause the ship to roll over if the ship experiences any
rough weather. A part cargo has to be held secure with dunnage. Dunnage is wood used to brace
and hold the wheat cargo in place.
When we arrived at Mobile we learned the rest of our cargo was still growing in Kansas or
someplace. At least it was not at Mobile and we had to wait for it. We waited 14 days and believe
it or not one of our seamen married a local girl from Mobile in that short length of time. One

wonders how that marriage worked out. When we learned of this delay I phoned my old friend
Bob Tubbs who holds amateur radio call WA5AWC. He, his wife Josie and two daughters came
to Mobile and spent a day with us. The following photographs are 35 mm slides he took on that
visit.

This is the engine control position in GYPSUM EMPRESS. The Chief Engineer was on duty here
when entering and leaving harbour. The duty engineer was around this area the rest of the time
and would check these instruments from time to time to make certain the propeller was turning at
the requested speed and whatever else was necessary to the operation of the ship.

This is looking aft over the cargo hatches where we laid for the 14 days in Mobile. One can just
see the seventh hatch down at the front of the photograph. We had to shift to the loading dock
when our cargo was ready. The loading dock was just to the left in the photograph. Several ships
were in and loaded while we had to wait for our cargo.

This is a good view of the forward house of GYPSUM EMPRESS. I do not remember what the
flag is we were flying from the port yard on the main mast. One can just see the radio direction
finder loop antenna on Monkey Island. The battery box containing the emergency batteries for the
main radio station was up there on the port side. One can see the feed point to the main antenna,
a beautiful long wire back to the top of the mizzen mast. The safety loop for the main antenna
was back at the mizzen mast. One can see the end of the antenna looking aft over the cargo
hatches but cannot make out this loop. The wire for these antennas was seven strands copper.
We made up a two or three foot length with one strand removed and connected this at the end of
the main antenna. Then from the end of the good antenna to the point where the antenna was
connected to the mizzen mast we put in a six or seven foot piece of good seven strand wire. This
would make a loop hanging below the end of the antenna. The theory was that this would be the
weakest point in the antenna. If the ship managed to jump around in weather or if the antenna
iced up and broke, it would break at this point and simply hang loose and not land down on the
deck causing some damage. All these antennas were rigged this way but I did not have one
break so do not know how well it worked. The white whip antenna on Monkey Island is the VHF
antenna.
The small house just below Monkey Island is the bridge on front and the chart room behind it. The
two windows one can see is the back of the chart room. The medium frequency radio telephone
was mounted on the back bulkhead of the chart room and one can see the end of the feed
through insulator for the antenna of this telephone just to the right of the left window with the open
curtain. The medium frequency radiotelephone had a wire antenna to the top of the mast and
probably one of those wires seen here with an insulator on it at the top.
The radio room was just below the wing of the bridge, the part painted green and the open door
behind it runs behind the radio officers cabin, radio room, gyro room, captains office and captains
cabin. The grain elevators and the place we loaded the grain can be seen to the right in this
photograph.

One of the vessels that came and loaded at Mobile was the Polish ship GENERAL MADALINSKI
with international call sign SQEM shown here. If one looks closely at the rail just behind the wing
of the bridge on the EMPRESS they will note a varnished board. One can see a similar board on
the rail on the starboard side in that location. That varnished board has the name of the ship
GYPSUM EMPRESS carved in it and the letters are painted. The one on the starboard side is the
same and that is the way nearly all the ships one met had their name in a similar position and
fashion. The GENERAL MADALINSKI was different. She had the letters of her name cut out in
steel. The letters were covered in white glass. At night these letters were lit from behind and they
were large. One could see them from all over Mobile and the harbor. If one could see the harbour
one could see and read her name. There was a sister ship in Mobile at the same time, built in
Poland but registered in Singapore or the Far East. I can no longer remember her name but one
could sure see it. I found it rather neat and at least a crewmember could find their ship with little
trouble.
The permanent captain of GYPSUM EMPRESS was a character one would have had to sail with
in order to believe. One of those characters the crew would make up a stupid story about if they
did not have an experience with this guy. Although I must admit I believe most of the stupid
stories I heard about him. The only thing this character could do is sail a ship. He had the natural
ability to do a good job in that department. He used to brag that he managed to pass his captains
papers with so many bottles of whisky. About the time he told me that I had made up my mind
that was the only way he could have passed those certificates. The reason I believe his story was
true is that he stated whisky and not rum. Rum is the big drink among seaman around Nova
Scotia. The rest of the fleet believed him as well. He was rather proud of this fact for some
unknown reason.
When the office asked me to join the EMPRESS this time I told them that if they sent him back on
board to make sure he had a radio officer with him because I was not going to sail with him. I had
made a trip with him to Philadelphia in April 1971. He was one miserable proverbial bastard to
sail with. The last stupid thing I had to contend with after many similar stupid incidents was when
he came in the radio room and simply stated that the main station was not as good as his
radiotelephone in the chart room. What I should have said was that it would be better if he had
not made life so miserable for the technicians that replaced the American station, but of course I
didn’t. Those technicians simply replaced the American RCA 5U unit with the British Marconi

Globespan unit. You could tell it was not done as good as it should have been. They simply
finished as soon as possible and got clear of this character.
I simply said “I find that hard to believe because it puts out three times the power of the
radiotelephone, has a much better beautiful antenna and maybe the radio officer did not have it
tuned as good as he could have”. He simply said “I tuned it myself”. At that point I got up and left
him in the radio room. Shortly after that I found him and told him when the ship docked at
Hantsport he would need a radio officer because I was leaving.
He asked the chief mate Terry Ely if he had heard from me after I left and Terry told him I was
over on GYPSUM COUNTESS. On learning this he went to the office and apologized, so I was
told. He was treating Terry as bad as I and one could write a long description of this treatment.
I’m sure me leaving like that helped Terry as well. There was a big difference in what it was and
what it could or should have been, and I spend a lot of time dreaming of the could or should have
been.
Once we had our cargo on board at Mobile and just before we sailed, here he comes in full
uniform complete with medal ribbons. No, of course he did not have a radio officer with him. This
meant we had to get back in uniform. It had been great sailing with Jack. We wore shorts, swim
trunks, or whatever and simply put on a shirt for meals. What the heck do I do now? He went to
the office and apologized so maybe I will make out okay going to Jamaica with him and I
remained on board.
He was not bad this trip and more or less left me alone. Looking back I believe I did it right
because there was no way to get help ashore that I knew about. The way this character treated
the black folks was disgusting. I wish I could have found some way to do something about it. It is
amazing he survived to die from old age. We went to Jamaica, discharged the wheat and loaded
a cargo of gypsum ore and took it up to New Orleans. Chief Eylman and I paid off on September
th
12 , 1975 at New Orleans and we flew home together. The captain followed me down the
gangway when I left and I thought he was going to kiss me good bye. He told me to be sure and
come back. That was the last time I saw him.
I have flown a lot but this trip home with the chief was one of the roughest trips I have ever made.
The weather was bad with a weather front of some description all the way up the East Coast. It
was mid afternoon when we went down through the weather and landed in Boston. It was so dark
the cabin lights were on. We flew Eastern Airlines to Boston, Air Canada to Halifax, after a stop in
Saint John to clear customs, and then I flew Eastern Provincial to my home in Charlottetown. The
th
memories! I signed back on CCGS TUPPER on September 29 , 1975. The TUPPER was part of
the Coast Guard fleet at Charlottetown at that time.
th

Captain Oscar Kermit Langdon Passed away on March 19 , 2013 at 91 years of age. He was a
great guy who will be missed dearly by all those who knew him. He helped me a lot with this
exercise and one can see so many photographs he let me use. Joan and I attended his memorial
th
service on March 25 and after hearing so many stories about him I decided I needed to add a
few here. To say he was the best captain that I sailed with would be an insult to so many who
were just as good. Oscar was quite a character and he and I became quite close. He and his wife
Jessie came over and spent a weekend with us in Charlottetown when I was radio officer in
CCGS TUPPER. Another time when he and I were assigned to the SS GYPSUM PRINCE we
were sent to Little Narrows for a cargo of gypsum ore to find our cargo was still up there in the
hills. Oscar, Jessie, Joan and I spent some time in a motel at Baddeck waiting for this cargo.
Oscar’s home was in Newfoundland and when World War II broke out he went to England and
joined the Royal Navy. He had a good many experiences with “the Andrew” also known as the
grey funnel line. He was in one of the British ships when the German ship BISMARCK was
destroyed and I forget the one he was in at the time. Towards the end of his naval experience he

was assigned to a British Minesweeper and sent over here to patrol the Bay of Fundy. He was
one of those who rarely spoke of his war experience even to his sons.
Oscar met Jessie in Saint John, New Brunswick who was from Windsor, Nova Scotia, while in the
minesweeper and after that his whole world rotated around Jessie. He joined the gypsum
company on his discharge from the navy and retired from gypsum when 68 years old. He and
Jessie had been married 68 years when he passed away. They had 11 children, 21 grandchildren
th
and several great grandchildren. I first met Oscar on October 9 , 1970. I had been sailing in SS
GYPSUM COUNTESS and we came into the Minas Basin on that date. They needed a radio
officer in GYPSUM QUEEN. The QUEEN sailed from Hantsport and they transferred me from the
COUNTESS to her via the tug OTIS WACK. In other words I did not get to see Joan that trip.
Oscar was sailing as first officer relief captain with Adrian Blinn in the QUEEN. They were a
matched pair or as close as one would want to get to a matched pair if there ever were one. They
ran a good ship and both were a pleasure to sail with. The communication between the bridge
and the engine room in those old ships back then was via the old engine room telegraphs. One
simply rang down what they wanted and the engine room would give one what they wanted and
answer it on the telegraph. They had a small black board next to the engine controls in the engine
room. The chief engineer was on duty at the engine controls when entering and leaving port.
Once clear of the port the captain would phone the chief, tell him we were clear, that he could
stand down and the number of revolutions wanted on the propeller. Normally it was 62
revolutions. The chief would write the 62 on the black board and leave. The duty engineer, the
oiler and fireman on watch would then take over and work around the engines. When they went
past the engine controls they could check and see that everything was putting out the 62
revolutions.
The late Captain Adrian Blinn did it a bit different. He always released the chief with the statement
maximum revs on the prop chief. This had reached the point where one of the engine room crew
had taken the board down and painted MAXIMUM on it. Yes he drove her all right. I had two four
drawer filing cabinets in the radio room and when in water ballast I have seen him slam the old
girl into the seas so hard he brought all drawers out their full distance and slammed them back
two or three times. It was quite a ride.
We had been down south for a while and when we were headed north to Hantsport with Oscar as
captain, well hang on to your hats boys. Oscar is going home to see Jessie and we are going for
a ride, or as one engineer put it “we had a vapour trail flying off our stern” as we went up the Bay
of Fundy. We came in around Cape Split and stopped with the tug OTIS WACK waiting there for
us. She had brought us out our mail and escorted us in to help us dock at Hantsport. She often
threw a line on us and went in dangling along our side as she did this time.
I had shut down the radio station for entering port and when I came down from the radio room I
noticed second mate Bruce Stiratt just outside the door to the forward house. I wandered out and
we got to talking about nothing too important. I was sitting on the step to the door of the forward
house and I believe Bruce was sitting on the steel bits where the line to the tug was secured. It
was one of those nice sunny evenings and all at once it was one hell of a racket. We felt the tug
was going to pull the bits out of the steel deck. We have no idea how we did it but Bruce and I
went through that door as one and wound up half way down the hall between the officer cabins.
The Minas Basin of the Bay of Fundy has the highest rise and fall of tide in the world and Oscar
had gone across the bar to the Avon River ahead of the Bay of Fundy. The problem was the ship
needed the Bay of Fundy in order sail above the bar. Oscar wrinkled up some of the plates in the
bottom of the old girl but did not put a hole in her. We went in and loaded, then left okay. Adrian
had hit a bridge in one of the canals down at NOLA – New Orleans, Louisiana shortly before this.
The insurance policy had a forty thousand dollar deductible and gypsum simply blamed Adrian for
all the damage. In other words Oscar was not blamed for anything.

Oscar went down and met the pilot at Baltimore one time and escorted him up to the bridge.
When they came in range where he knew I could hear him he simply said “come up here pilot and
see what I keep in a cage” meaning me in the radio room. I think it was the same time and when
we were leaving and sailing out Chesapeake Bay it was one of those beautiful summer evenings
with the doors to the bridge open. The pilot, Oscar and I were the only ones on the bridge. The
duty mate must have been down to supper or some place. The auto pilot was on so there was no
one on the wheel. All three of us were standing next to the front windows of the bridge and no
one was saying a thing. I guess we were lost in our own thoughts. After a while the pilot swung
round looked at Oscar and said “Captain what is the best sight you have seen in all your years at
sea”? Oscar simply kept looking out the window and quick as a flash said “my living room ceiling
from my chesterfield at home”. I will guarantee that he had that right. I’ve never seen a better
sight myself. We were working 56 days on and one trip off, 56 days on and two trips off, then
back to one trip off in those days. If your ship went to Boston one did not get much time off.
We were laying at Philadelphia one time waiting to go in and discharge for some reason. The
Canadian ship ONTARIO POWER was right behind us. She belonged to Upper Lakes Shipping in
Ontario. It was the radio officer’s duty in the gypsum ships to type up the American cards for each
crew member and then made sure each crew member reported to the American Immigration
Officer on arrival. The United States is the only nation in the world that I know of where an
immigration officer has to see each crewmember on arrival. Everywhere else all they want is a
crew list of those on board.
While waiting at Philadelphia the immigration officer asked me why there was no trouble at all
with our Canadian crews, we came and went all the time and no trouble what so ever. Yet that
ship behind us is all Canadian and half her crew will be in jail before midnight. Captain Oscar let
one of the seamen go one time and requested a replacement. The office wanted to know why
and he simply said “I did not like the looks of the bastard”. No more said. The ONTARIO POWER
had a union crew and probably most was collected at a bar in Montreal on their way down the St.
Lawrence River. One cannot act like Captain Oscar with a union crew and that made for a great
ship. These brief stories should give one an idea of what it was like to sail with these guys. No
doubt one will realize there were many more similar experiences. Thanks for the memories it was
indeed a pleasure.
In 1975 GYPSUM PRINCE and GYPSUM QUEEN were sold to separate interests but both were
again registered in Panama with different names. GYPSUM PRINCE became EL SIPRA with call
sign HOZO, and GYPSUM QUEEN became BULK QUEEN with call sign H3YU. EL SIPRA went
to a ship-breakers yard in Pakistan and was broken up in 1976 so I was told. There was a barge
sailing around the North Sea named EL SIPRA with the HOZO call sign after that. Your guess is
as good as mine. BULK QUEEN was laid up alongside at Bath, Maine, and in May 1980 Joe
Burgoyne took leave from station VCS and went over and operated her station on a voyage from
Bath to Halifax where she went into refit. Her Captain on this voyage was Rudolf Kopel one of her
masters while the GYPSUM QUEEN. Her new American owners tried to make her work, but sold
her for scrap shortly after this refit. They apparently were going to haul phosphate from the mine
near Sussex, New Brunswick but this did not work out and she was broken up in 1987.
The two new sisters that replaced these two were built in Canada at Collingwood, Ontario. Both
were registered in London, England and both were fitted with Redifon radio stations. These two
were the last two steam ships to serve this fleet.
1976 – 2003
1976 – 2007

GUQT 12861 GYPSUM KING
GUZJ 12839 GYPSUM BARON

nd

2 Mate David Hutchings

This is the main operating position on board SS GYPSUM KING call sign GUQT in March 1976.
This radio room and station was identical to SS GYPSUM BARON. Both ships were identical.
This gives a better view of the VHF radiotelephone that was normally remote controlled from the
bridge and the station control unit.

Captain Bill Cooper

Radio Officer S. G. “Spud” Roscoe and the main Redifon Transmitter on SS GYPSUM BARON
with call sign GUZJ September 1976

Captain Bill Cooper

This is Radio Officer Spud Roscoe at the main operating position SS GYPSUM BARON.
To the right of the console is the Emergency Transmitter, Battery Charging Unit and on the
bottom the Emergency Receiver. The center console contains the clock with the Auto Alarm just
below. A filtering unit for duplex telephone calls and the Main Receiver, one of the better
receivers found on shipboard radio stations. To the left is the VHF radiotelephone with the station
control unit just below.

Holman Studio, Middleton, Nova Scotia

Radio Officer S. G. “Spud” Roscoe
It is hard to see the green in the diamond and along the edges of the gold rings. The diamond
indicates a certificated officer. The green indicates a radio officer. One gold ring signifies a radio
officer with a second class certificate and two gold rings signifies a radio officer with a second
class certificate counter-signed for ships of the second category.

A ship of the second category was one that was 1600 gross registered tons or larger. That was
the certificate required to sail as the sole radio officer in the Gypsum Ships. This photograph was
taken just before I received my first class certificate of proficiency in radio. The first class was
three gold rings and signified the holder could act in charge of any radio station. The uniform is
official British and British Commonwealth Merchant Navy. The cap badge is Gypsum
Transportation Limited. The cap badge was free and I was too cheap to have the third gold ring
sewed on.
I am wearing my Coast Guard epaulets with my khaki uniform above. A radio officer in the
Canadian Coast Guard wore two gold rings with the green between the rings. Above the gold
rings was a gold maple leaf.
When I left Gypsum I sold the cap to an electrician and the uniform to an engineer. He was a
Second Engineer so had to sew on three gold rings, the diamond and with purple trim. The colour
purple signified an engineer. A chief engineer wore four gold rings, the same as a captain, and
the only other officer to wear four. The captain and mates had no coloured trim just the gold lace.
The electrician was green the same as the radio officer but without the diamond. The chief
steward was white and the doctor bright red. The refrigeration technician was light blue and I
believe that was all the official colours. Just about every company had their own rank style on
these same uniforms. Gypsum wanted two wavy gold rings but the seamstress who did this for
me told me that this was easier than the wavy rings, so I went this route. Most of the guys simply
bought an old uniform at Army surplus to wear with gypsum. I could not find one to fit so went this
route to make life easier for the few ships that wanted you in a uniform. The uniform is pretty well
a thing of the past. The passenger cruise ships would be about the only thing wanting one in a
uniform and they would provide one with their rank style.

Captain O. K. Langdon

SS GYPSUM KING outbound on the Avon River, Nova Scotia, 1976
This is one of the last two SS – or steam ships to serve with this fleet

The two ships built in 1947 the GYPSUM QUEEN and the GYPSUM PRINCE retained their
original RCA two-megacycle radiotelephones that were fitted when the ships were new. But by
the mid 1970’s the two ships began receiving some nasty notes in the form of citations from the
U.S. Federal Communications Commission. These citations were for interference created by
these radiotelephones in the form of many harmonics from each of their basic two-megacycle
frequencies. These old radiotelephones were replaced with new modern Raytheon
radiotelephones that were single sideband and fitted with high frequencies as well as the twomegahertz medium frequencies. Captain Ray Riley removed this new Raytheon radiotelephone
from the GYPSUM PRINCE when she was sold and took it over to the GYPSUM BARON. I
installed this in “the BARON’s” chart room while sailing as her Radio Officer.
The Redifon transmitters that made up the main radio station of station GUQT and GUZJ was
some of the best junk I ever tried to operate. I was the second radio officer to sail in each ship.
They both had joined the fleet from their builder’s yard and made a couple of trips before I joined
them. I joined GYPSUM KING for a couple of trips in March 1976. When I left station VCS to join
her, the other operators asked me to see if there was something that could be done about her
main station. Captain J. A. Blinn was her Captain and when he used her main radiotelephone
station around Nova Scotia, it was hard to believe that one transmitter could transmit an
intelligible signal over so much of the radio spectrum. Captain Blinn could be heard on every
receiver at station VCS. Needless to say this was very annoying and put station VCS out of
service when he transmitted. Captain Blinn was also an active amateur radio operator with his
amateur station VE1SZ. The only decent aerial on “the KING” was his amateur radio antenna. He
had a long wire from his office up to the Sampson post on the bow or foredeck. His amateur radio
station worked well and did not cause any interference. The main radio station antenna for these
two ships was simply a “gob of wire” strung between the mainmast and the funnel.
This GUQT station would also drop off when transmitting radiotelegraph for no reason and the
operator would not realize this. Again, this was very annoying to the operators at VCS. All of a
sudden the operator you are working stops for no reason and when told you stopped, you also
had to be told where you stopped. There really wasn’t much one could do with something that
was defective on the drawing board and that of course was long before it went into production. In
other words it was a defect that required special parts from the company that manufactured the
equipment in England. When I transmitted radiotelegraph from these two ships I had to keep
bending down and looking between my legs and under the chair at the red high voltage light at
the bottom of the transmitter behind me. That light going off was the only indication one had that
you had stopped transmitting.
These transmitters were very noisy when in operation. The blowers that cooled the unit sounded
like a jet aircraft engine, which is the best description I could give them. Both ships were identical.
The Radio Room was very small and on the starboard side of the ship behind the bridge. The
Radio Officer’s cabin was right behind the Radio Room. This cabin had a double bed and its own
shower and washroom. Rather fancy compared to the older ships but I must admit that I liked the
older ships better. Everyone had their own quarters on these ships and you did not see anyone
after hours, whereas in the older ships everyone seemed to get out and mingle more. This was
not only common to these gypsum ships but with all the newer ships built at this time including
the coast guard fleet.

Captain J. Adrien Blinn, VE1SZ.
Captain Blinn is wearing four plain gold rings the style Gypsum Transportation Limited requested.

The only decent aerial in these two ships was Captain Blinn’s amateur radio aerial as stated. The
main station’s aerial was a bunch of wire strung from the mast to the funnel. This aerial was not
very long and not very pretty and it was hard to believe that both the station and aerial could be
such a mess at that date and time. I joined GYPSUM BARON in September 1976 and made one
or two trips in her. This was my last trip as a sea going radio officer.
This last trip became stranger than fiction, and that has been stated many times I know. The
gypsum company hauled gypsum ore out of two ports in Nova Scotia after World War II. These
two ports were Hantsport on the mainland and Little Narrows on Cape Breton Island. Captain
Robert T. Lucky was the senior captain with the gypsum fleet for many years until he retired
about 1974. I had made many trips with Captain Lucky when he was master of the more or less
senior ship, the SS GYPSUM COUNTESS. I have many fond memories of the trips I made with
him and I am sure there are many who feel the same way. Captain Ray Riley was one of Captain
Lucky’s favourite mates. He is also an amateur radio operator with call sign VE1BHI. When the
SS GYPSUM BARON joined the fleet in 1976 Captain Riley was made her permanent master.
Captain Lucky was enjoying retirement in Florida at the time and when “the BARON” visited
Jacksonville, Florida, for the first time, Captain Lucky went down to see this new ship and visit
with his old friend. The excitement must have been a bit much for him because he collapsed and
died during this visit.
Captain Lucky was cremated and we picked up his ashes when we visited Stony Point, New
York, with “the BARON”. On our way north we were to hold a funeral service for Captain Lucky at
4 PM ship’s time on a Saturday, regardless of the ship’s position. The ships remained on Eastern
Time. They did not change time around Nova Scotia nor when in the Gulf of Mexico. We were to
hold this service at that time because Captain Lucky’s widow would be in a chapel in Florida at
that time, their daughter in a chapel in New York and their son in a chapel in Arizona. I believe I
remember the correct location of each.
Captain Riley told me it was my job to type up the funeral service. He told me he was of the
Anglican faith so I got out the ship’s medical book and looked up the funeral services in the back
of the book. There are several there for various religious faiths. I typed up what I felt was a good

service and Captain Riley made one minor change only. Captain Riley held the service back on
the stern and those off duty participated in their best uniform. We checked for traffic in the area
before the service and there was one ship only off in the distance that would not create any
problem. The only thing that went wrong was no fault of ours. We were light in water ballast and it
was about 40 feet from where we held this funeral service to the surface of the water. When we
dropped the wreath we had brought along it turned over and landed upside down. After the
wreath landed we did the customary 360 degree turn with three long blasts on the steam whistle
signalling; Good Bye, Good Luck and God Bless.
The late Frank Schnare was the mate on watch and he yelled come have a look, shortly after the
turn. Frank was at the chart table and showed us that our funeral service had been held right
bang on the longitude of Little Narrows and the latitude of Hantsport, the two ports Captain Lucky
had visited most. Actually Captain Lucky and his brother were both British ship masters and had
been in command of British tankers during the war. He became an American citizen right after
joining the gypsum fleet at the end of the war. He told me he enjoyed working for gypsum
because of the people he had to work with.

This is roughly the area of Captain Lucky’s funeral service.

Captain Oscar Langdon

These are four well known officers within the Gypsum fleet
Left to right is:
Radio Officer Bob Johnson,
Captain Oscar Langdon,
st
1 Mate Frank Schnare
Captain Ray Riley, VE1BHI
This photograph was taken in 1963 on the bridge of GYPSUM COUNTESS with call sign GHZK.
Radio Officer Bob Johnson came ashore and operated VCS shortly after this and then went on to Fundy
Traffic in Saint John, New Brunswick

Each gypsum ship carried around thirty-five crewmembers. Thomas E. Potts held the distinction
of the longest serving Radio Officer in the fleet. Tom made his home at Devon, England and first
joined the company when he signed on the GYPSUM PRINCE at New York in 1957. They were
excellent ships in which to sail. Many of those who sailed in them had done nothing else. There
were several brother, and father-son relationships. When I first joined this fleet I did so in order to
gain some sea experience that I needed to upgrade my radio certificate to the first class. Before I
realized it I had spent two most enjoyable years sailing in all the ships of the fleet at that time. I
also sailed in them while on leave from the Canadian Coast Guard Ship TUPPER and while on
leave from station VCS, Halifax Coast Guard Radio.
The GYPSUM DUCHESS and GYPSUM EMPRESS were sold for scrap and were replaced with
a new ship built in Korea. GYPSUM EMPRESS was scrapped in 1984 and the GYPSUM
DUCHESS in 1987. This new ship built in Korea was not only larger, at 12,702 gross tons but
was a motor ship. Tom Potts was her Radio Officer when new and for her first years of service.
She was fitted with a Danish Hagenuk station complete with radiotelex and sitor. Tom said it
worked the finest kind. Tom was a great radio officer and operator and it would have to be good
for him to say so. This Danish Company made a lot of excellent marine radio equipment over the
years. We were using their high frequency receivers at the VCS station when the station closed
and they were excellent receivers.
This new Korean built ship should have been a new GYPSUM QUEEN but the powers within the
company decided to break from tradition and named her for a former Company Manager. When
Mr. Kastner came aboard the ships for a visit he would give quite a demonstration in the proper
art of inspecting a ship for cleanliness. So right after this ship joined the fleet the joke around the
company was to properly inspect the ship’s toilets in order to get one named for you.
1987 – 2009

GJGV A.V. KASTNER

In 1989 the GYPSUM COUNTESS was sold and was registered in the Cayman Islands with the
name GYPSY COUNTESS and call sign ZHFJ4. I managed to work her with that beautiful Mckay
station a few times as ZHFJ4. In 1994 she was renamed JOSIFF I. I was unable to find her call
sign and have no further detail on her.

R. A. Clark, Hantsport

This is the MV A. V. KASTNER outbound from Hantsport with another cargo of gypsum rock in 2009.

If one looks closely at the funnel they will note that it has been changed from the funny looking
lower case g to the letters GTL in blue letters on the buff funnel. One will note the little g was on a
white circle with a red border on the ships from 1947 to 1976 inclusive. I had heard that symbol
called a pollywog at one point. That is probably as good a description as any. In other words
there were many changes with and in this fleet since I had the pleasure of sailing with it. They not
only changed the colour of the hull from black to blue but changed the machinery that discharged
the cargo. The red machinery on her stern was her discharging machinery. One can see it does
not come out the side of the hull like it did in the older ships.
The head office for these ships had been in Hamilton, Bermuda for years. The crews that manned
these ships were mainly from Nova Scotia going back to the very beginning in the 1800’s. The
ships hired their first female crewmembers in 1975. The Canadian crews were replaced with
Filipino crews in February 1991, with the exception of the Captain, Chief Engineer and one of the
mates. One gets very frustrated when they take a serious look at the attitude of the Canadian
government to ships and shipping. There were many kids who earned college money working on
these ships during their summer break. A good example was our provincial Lieutenant Governor,
Myra Freeman in 2002. Her husband, Larry Freeman, worked as a messman on these ships to
earn college money. It makes one wonder at times. One would think some of that transportation

should have been Canadian, especially when it was more or less Canadian real estate that was
hauled away.
The ships were registered at Hamilton, Bermuda, after the Filipino crews were on board one
month. According to a company official these moves had to be made in order to help the parent
company, United States Gypsum, out of debt. This meant the three ships had to change the
London on the stern of each ship to Hamilton and have new call signs. They also had to sew the
Bermuda Badge on their “Red Dusters” or purchase a proper Bermuda Flag.

The badge and flag are from Flags of the World.

The three ships became:
ZCAN2
ZCAN3
ZCAM9

GYPSUM KING
GYPSUM BARON
A. V. KASTNER

We were communicating with the Filipino crews before the VCS station closed, although it had
been a few years since we contacted one of these ships when the station closed. The Radio
Officer and the position of radio officer in these ships terminated shortly after the Filipino crews
joined this fleet. I heard the Radio Room in GYPSUM KING had been converted into an exercise
room for the mates. The radio room was quite small but right behind the bridge and the perfect
place to exercise while on watch.
There is no official date for when the radio officer position and radiotelegraph was removed from
ships. It simply faded away. International law stated that if the ship was fitted with radiotelegraph
it was to carry a certificated radio officer. This meant nothing to the average Canadian ship
owner. They fitted their ships when new but never carried a radio officer in most of them. There
was nothing one could do about it. The various organizations around the world did nothing to stop
it. Even the United States Coast Guard ignored it and that is the one organization I could not
understand. They were very strict about many other things and why they did not stipulate and
enforce this ruling remains a mystery. There were quite a few Canadian ships like the IRVING
OURS POLAIRE with call sign CYML. The name is French for IRVING POLAR BEAR. This ship

was fitted with a Marconi Globespan station when built in 1963 but the station was never used
until the ship was scrapped forty years later. We had a stack of letters nearly a foot high that had
been written to the various authorities pointing out these ships that had sailed in violation of
international agreements. It was a complete waste of time and effort.
The tug OTIS WACK was registered at Windsor, Nova Scotia. The most difficult job she had was
to push the stern of one of the ships in or tow it out from the dock while entering or leaving
Hantsport. This OTIS WACK was replaced by a new tug in May, 1995 and was sold to Heddle
Marine Service Inc. at Hamilton, Ontario. She was renamed WYATT MCKEIL and retained the
VDJT call sign.

Michel Gosselin

This is the tug WYATT MCKEIL with call sign VDJT at Hamilton, Ontario.

This new tug that replaced this OTIS WACK was named SPANISH MIST and did the same job as
OTIS WACK.

R. A. Clark, Hantsport

SPANISH MIST alongside the dock at Hantsport, Nova Scotia, 2009.

The naming of the Gypsum fleet was getting a bit odd to say the least. The only Spanish mist
around the Avon River was in someone’s imagination. This tug was built in Spain in 1981 and had
the name REUS until 1994 when renamed OLE RABUDAL before she became SPANISH MIST a
year later. This probably had something to do with the Spanish prefix. The tug was assigned
international call sign EABD while registered in Spain.
One wonders if Ole Rabudal was the old retired matador who said, while contemplating life, that
the hard part was to keep from stepping in the bull shit. That simple fact applies to us all I am
sure because there is so much man made bull shit in this world today it is a wonder it still rotates.
Then there are those trying to find intelligent life outside this solar system. They should try and
find some here on earth before they go and pollute something else.
The SPANISH MIST had call sign CFD7792 in 2004 and was still CFD7792 when I checked on
September 28, 2011. The SPANISH MIST was registered at Halifax, Nova Scotia, and the owner
was listed as the Canadian Gypsum Company in Ontario.

th

The SPANISH MIST flew the flag of Canada that was first flown on February 15 , 1965.

R. A. Clark, Hantsport

SPANISH MIST on the Avon River, Nova Scotia, 2009 without a flag.

The Gypsum Company did a lot of construction on the wharf at Hantsport in 2002. They replaced
their old wooden wharf built in 1947 with a modern steel and concrete facility. The rock shed that
held the gypsum ore to be transported was extended another 300 feet to a length of 900 feet and
this made it capable of holding 200,000 tons of gypsum. They claim this construction cost fifty
million dollars.
The Gypsum Company wanted to build a new loading facility in Halifax between the Fairview
Container Pier and Seaview Park but Halifax turned them down flat. Halifax claimed it would be
too dusty, dirty and noisy, which I found hard to believe. There are a lot of things about this life
that I find hard to believe and this was simply another one.
The Dominion Atlantic Railway was created from the amalgamation of many small railways and
became part of the Canadian Pacific Railway in 1912. Canadian Pacific Railway let the Dominion
Atlantic Railway remain as a separate branch and retain its own identity. Canadian Pacific now
known officially as CP Rail shut down the Dominion Atlantic Railway and abandoned the rail line
in 1993. Iron Road Railways Inc., with head office in Houston, Texas bought the rail line and
created the Windsor & Hantsport Railway Co. Limited in 1994. Its head office was in the old
Hantsport Railway Station for the first year of operation, and then moved over to the Dominion
Atlantic Railway building that was the Windsor Railway Station after they built the causeway. The
Dominion Atlantic Railway tracks were moved from the town of Windsor and placed over the
causeway when it was constructed in 1970, and this causeway by-passed the town of Windsor in
going across the Avon River.
The Windsor-Hantsport Railway hauled the gypsum ore to the loading wharf at Hantsport. This
small railroad was all that was left of the old Dominion Atlantic Railway. The Windsor-Hantsport
Railway hauled the gypsum ore in 22 railcars that held 80 tons each. This Railway was a 90
kilometre line that tied into the main Canadian National Railway line at Windsor Junction just
north of Halifax. This meant that a train from Hantsport could go to anywhere in North America.

The Gypsum Company had managed to load these ships at Hantsport in less than three hours.
This had been the same length of time to load all the vessels over the years at this Hantsport
dock.
The GYPSUM KING was replaced early in 2003 with another Korean built vessel named the
GYPSUM CENTENNIAL with call sign ZCDC2. This new ship should have been a new GYPSUM
PRINCE but those names were gone. GYPSUM CENTENNIAL represented the fact that this
company, a branch of the United States Gypsum Company as stated, had been in service for
over one century.

R. A. Clark, Hantsport

MV GYPUSM CENTENNIAL with call sign ZCDC2
The size of the ship makes it hard to see her flags but if one looks closely they can see her Bermuda flag on
the stern and the Canadian flag up on the starboard side of her main mast. GYPSUM CENTENNIAL is
docking at Hantsport.

This is the best photograph I have found that shows the new funnel design. The GYPSUM
CENTENNIAL was over twice the size of the A. V. KASTNER at 32,881 gross tons and was
loaded in the same time frame of less than three hours. This was probably the main reason for
the new docking facility. A draft of around twenty-six feet (about 8 meters) was the limit at most of
the old discharge ports so one wonders how this would affect the whole operation. They no doubt
were aware of this.
The fleet still on the books in November 2003 was as follows:
Name

Call Sign

GRT

Length Overall

GYPSUM KING

ZCAN2

12,272

150 Meters

Draft
9.3 Meters

GYPSUM BARON
A. V. KASTNER
GYPSUM CENTENNIAL
SPANISH MIST

ZCAN3
ZCAM9
ZCDC2
CFD7792

12,272
12,702
32,881
366

150 Meters
158 Meters
197 Meters
32.61 Meters

9.3 Meters
9.6 Meters
11.5 Meters
4.40 Meters

GRT translates into Gross Registered Tons.

Gypsum Transportation Limited

GYPSUM CENTENNIAL

There was a further change in the machinery that discharged the cargo. This change was forward
of the house whereas it was aft of the house on “the KASTNER”.
On August 19, 2007 I tried to learn the position of the Gypsum ships. GYPSUM CENTENNIAL
was located off Cape Breton, Nova Scotia. The last report on the A. V. KASTNER was 55 days
old when she was reported in the Mouth of the Bay of Fundy. The last report on GYPSUM
th
BARON was on July 18 , 2007 when she was North of Libya in the Mediterranean Sea. I was
unable to find any position on GYPSUM KING but she was still listed with the ZCAN2 call sign.
The GYPSUM KING was scrapped in 2003 and the GYPSUM BARON was scrapped at India in
2007. The colours of the gypsum fleet had been changed before the GYPSUM BARON was
scrapped. They received a blue hull and buff funnel with the letters GTL in blue. The BARON was
repainted this scheme before she was scrapped.

Joan M. Roscoe

Gypsum Ship caps.
It has become popular to create a cap known as a ball cap with the ship’s name and call sign.
I have seen several and one was my old ship CCGS TUPPER.
I would like to thank Captain Oscar Langdon for these two caps.
th

The A. V. KASTNER was at position 4312N 6948W on October 30 , 2007, at 1800 UTC. This
was north of Boston in the Gulf of Maine. GYPSUM CENTENNIAL was listed off New York at
th
1200 UTC November 10 , 2007. One could obtain these positions along with a weather report
from each ship at sailwx.Info.

Jim MacKelvie

th

The MV GYPSUM CENTENNIAL at South Bar, Sydney, Nova Scotia on January 28 , 2010.

Cornelia Klier

th

The GYPSUM INTEGRITY on December 4 , 2010.
Rumour had it in late 2007 that Gypsum was planning to have four new ships built in Brazil.
Apparently there were to be two for the East Coast and two for the West Coast. The first was to
be GYPSUM INTEGRITY and all four were to be identical to GYPSUM CENTENNIAL.
With the down turn in economic conditions in general, in December 2008 gypsum laid off 46
employees reducing the man power to 60 employees at the Gypsum plants here in Nova Scotia.
In March, 2009, the A. V. KASTNER was the only company ship hauling gypsum out of Nova
Scotia. The gypsum company was fortunate to find a coal charter for “the CENTENNIAL”. The
th
position of the A.V. KASTNER on January 24 , 2009, was at 34 00N 076 48W at 1800 UTC.
GYPSUM CENTENNIAL was at anchor off Cape Blomidon for over a week before going into
Hantsport and loading a part cargo in July 2009. In August, 2009, the tug SPANISH MIST was
put up for sale. Gypsum used the Atlantic Towing tugs for the little cargo they lifted out of
Hantsport in 2010.
This was a very big blow to the economy of the town of Hantsport. Around seventy percent of the
town’s tax revenue came from the Gypsum Company according to the local residents. The rail
cars that hauled the gypsum ore into Hantsport were sitting on the tracks with the engines stored
in the engine house. It looked rather odd to see all the rust on the rails and the rail car wheels in
August but the train had moved in September, 2009.
th

I checked the position of the GYPSUM CENTENNIAL and the A. V. KASTNER on August 12 ,
2009, from weather observations they recorded at SailWx.Info. The last position of “the
th
CENTENNIAL” was that recorded at 1800 UTC on October 24 , 2008. “The KASTNER” was not
th
much better and was the position recorded at 1800 UTC on February 28 , 2009.

R. A. Clark, Hantsport

GYPSUM INTEGRITY outbound with one of her first cargoes from Hantsport in 2009.

One will note that “the INTEGRITY” appears to be more or less identical to “the CENTENNIAL”
with her discharging machinery forward of her house. The records record her as 23 meters (about
75 feet) longer. One would find it hard to notice the difference even when observed when the two
ships were fairly close to each other. GYPSUM CENTENNIAL was 197 meters (about 646 feet)
long and GYPSUM INTEGRITY was 220 meters (about 720 feet) long. It is hard to see the
Canadian Flag she is flying from her main mast. Ships today are so big it is hard to see a flag
they are flying of any description.
Beltship Management Limited supervised the building of the Panamax size bulk carrier GYPSUM
INTEGRITY at Rio de Janeiro, Brazil. “The INTEGRITY” had her sea trials in February 2009 and
was turned over to the Gypsum Company later that year. She became part of the gypsum trade
on the east coast of the United States and Canada, and with coal from Columbia to the U.S.
eastern seaboard. A Panamax ship is one that is the maximum size to pass through the Panama
Canal. Beltship Management Limited was also providing the crews to man these ships.

Beltship Management Limited

M.V. GYPSUM INTEGRITY call sign ZCDW6
nd

“The INTEGRITY” was not listed or on file with sailwx.info on November 22 , 2009. I found her
call sign on a marine traffic web site. “The KASTNER” was off Virginia Beach 3653N 07545W at
th
1447 on November 9 , 2009. “The CENTENNIAL” was farther off shore at Virginia Beach 3617N
th
07329W at 0624 on August 13 , 2009. One has to wonder why there are so few weather records
from these ships and why “the INTEGRITY” is not recorded.
It is truly amazing one can find all this detail via their home computer. One cannot help but think
of the many captains we had to live with over the years and their reaction to this; the ones who
had to be in the radio room with you each time you transmitted, and who got you up in the middle
of the night to transmit any message because they did not want anyone to “read the mail”. There
was the more recent captain who tried to make it illegal for any crewmember to have a cell phone
on board. We wished him a lot of luck with that one because the police are unable to prevent
these idiots from driving around in heavy traffic using a cell phone today. In my day the captain
was the only one allowed to use the radiotelephone or at least one had to have his permission for
every transmission.
The Gypsum Fleet in November, 2009 was:
ZCAM9
A. V. KASTNER
158 meters (about 518 feet)
ZCDC2
GYPSUM CENTENNIAL
197 meters (about 646 feet)
ZCDW6 GYPSUM INTEGRITY
220 meters (about 720 feet)
CFD7792
SPANISH MIST
32.61 meters (about 107 feet)
According to an article by Gordon Delaney in the Chronicle Herald for February 20, 2010 there
was to be further lay offs from Fundy Gypsum in March, 2010. They planned to lay off between
20 and 30 workers as the company tried to cope with continued slumping worldwide for demand
for the product. They planned to close the Miller Creek operation and concentrate on the
Wentworth Creek operation.

Nova Scotia Geomatics Centre

On February 20, 2010 there was still no record of GYPSUM INTEGRITY on the weather charts.
GYPSUM CENTENNIAL was located northeast of Cape Cod, half way between Cape Cod and
Cape Sable, Nova Scotia, at 0600 February 20, 2010. The last entry for A. V. KASTNER was on
December 9, 2009 when she was in Chesapeake Bay on her way to Baltimore, Maryland. The A.
V. KASTNER was still listed in that position on that date on the April 20th, 2010, weather data.
One would think she was laid up according to that.
th

At 1800 UTC on April 16 , 2010, the GYPSUM CENTENNIAL was south of Haiti and heading
th
south. She was probably heading to Cartagena, Colombia, for a coal cargo. On April 19 , 2010,
the SPANISH MIST was still alongside Hantsport and still assigned the CFD7792 call sign. At
th
0822 UTC on April 19 , 2010, the GYPSUM INTEGRITY was just north of the Netherlands in the
North Sea heading east so must have been on a charter of some description.
th

On May 8 , 2010 I again checked on the position of this fleet. The last recorded position of
GYPSUM INTEGRITY was just south of Land’s End, England on her way out of the English
th
Channel. The GYPSUM CENTENNIAL had a recent up-to-date position at May 8 , 2010 when
th
she was just passing Cape Hatteras, North Carolina southbound. It was 1940 UTC on May 8 ,
2010 when I checked the position of the A. V. KASTNER and it simply said last reported at 0130
th
UTC on December 9 , 2009 at 3745N 07611W. This is just inside the mouth of Chesapeake Bay
on the way to Baltimore, Maryland. This entry has the warning that this ship’s position is months
out of date. It also leaves one wondering if the “the KASTNER’ was simply laid up or had
been sold.
During the summer of 2011 Gypsum owned the two ships only; GYPSUM
CENTENNIAL and GYPSUM INTEGRITY. Both were on coal charters and there were no
Canadians within their crews. There was no activity at Hantsport. The railroad was
shut down with the one employee only. The one employee was to keep the bush
around the tracks cleared where the tracks crossed a highway.

Captain E. M. “Mike” Langdon, the youngest son of Captain Oscar Langdon was the Captain of
SPANISH MIST from 2005 until the end of 2011. He states the SPANISH MIST had a crew of 7.
st
The tug was laid up in February 2010 and the crew was laid off April 1 except for the Chief
Engineer and Captain Langdon. The Chief Engineer went to work for Atlantic Towing in
December 2010. Captain Langdon used Atlantic towing tugs to dock the remaining ships. He
nd
docked the last ship GYPSUM CENTENNAIL on January 2 , 2011. The tug was sold and
th
Captain Langdon was laid off on April 30 , 2011 and he went to work for Algoma Tankers on May
th
4 .
The tug still had the same name and belonged to a French company in Quebec, Les
Remorquages I.M. Inc., in September 2011. A photo taken on August 23rd, 2011,
shows her with a black hull, white superstructure, black posts behind the bridge with
an Acadian flag flying from those posts. I’ve had a hard time trying to fathom that
flag. The Acadian’s were expelled from this area 43 years before France adopted that
flag. The Acadian flag of the Southern United States makes much more sense. The
official flag flown by SPANISH MIST was still the Canadian flag.

Shipspotting.com

SPANISH MIST with call sign CFD7792 on August 23rd, 2011

Apparently these large chimneys or stacks that so many large corporations operate
produce gypsum. These stacks have to be cleaned and therefore this by-product is
used in producing gypsum. This is hard to believe but comes from a reliable source.
The GYPSUM INTEGRITY was laid up at Savannah, Georgia, and the GYPSUM
CENTENNIAL was laid up at Baltimore, Maryland, when I checked their positions in
September 2011.
Gypsum was to have a meeting with the town of Hantsport in 2013 to decide the fate
of the gypsum company here in Nova Scotia. But on November 14th, 2011, United
States Gypsum in Chicago announced that it was closing down all their companies in
Nova Scotia permanently. In that announcement they stated the tax from this
activity in Hantsport was forty percent and not the seventy percent as I learned
earlier. When one takes a look at all this activity around Hantsport one would find

the seventy percent factor the more accurate. They stated the tax paid was
$750,000.00 per annum and that definitely hurts. They also stated they had been
active in Hantsport since 1934. That must have been when the company Fundy
Gypsum was created because this gypsum mining in the area goes back many years
prior to 1934. Various county officials stated in this article that the county was
interested in purchasing some of the gypsum properties. The Georgia Pacific
Company announced in December 2011 that it was cutting way back on its gypsum
operations in Nova Scotia. Their ship GEORGIA S with call sign H9RP is shown in
Japan on March 27, 2012, and no further update on May 10, 2012, so she has
probably terminated her career and has been broken up.
National Gypsum managed to lift one cargo at least from Halifax in February 2012
via the MV AMBASSADOR with call sign YJWP4. Bill Power had an article in the
Chronicle Herald on May 11, 2012, stating that National Gypsum Canada Limited had
to think small in order to survive. He states that before 2007 and the collapse of the
housing market in the United States, National Gypsum was moving 3 ½ million to
four million tonnes of gypsum annually and has recently seen that volume slashed by
at least 50 per cent. National Gypsum’s Milford, Nova Scotia, operation is the largest
open-pit gypsum mine in the world. He states that the housing market in Central and
South America are starting to use wallboard (made of gypsum) and National gypsum
is shipping gypsum there in the ships that bring coal up from Colombia. National
gypsum is shipping small loads to Cabot Gypsum operated by Atlantic Drywall in
Cape Breton, and to an Irving-owned gypsum-board plant in Saint John, New
Brunswick. National Gypsum is able to survive on these small shipments.
I enjoyed sailing with these Gypsum Transportation Limited ships years ago and would like to be
able to do so today; as a radio officer of course. But as it stands no one is able to sail with them.
It was a great fleet and a shame it is simply more history.
The GYPSUM INTEGRITY and the GYPSUM CENTENNIAL both changed colours at the end of
2011 to a bright red hull but they retained their Bermuda flag, name and call signs. They both
have been visiting Pepel, Sierra Leone but I can find no record of Sierra Leone exporting coal or
anything that would interest these ships.
st

On April 1 , 2013 while playing with my computer I decided to look up this fleet on Sail WX.
GYPSUM BARON was listed with nothing but her ZCAN3 call sign. GYPSUM CENTENNIAL was
st
listed at 0828N 01324W on March 31 , 2013 and GYPSUM INTEGRITY was listed at 0830N
th
01212W on March 30 , 2013 and both were listed with their same old Bermuda call signs.

END

