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ABSTRACT

This thesis seeks to answer the question - 'To what extent did Scotland's membership
that trading system, later dubbed 'mercantilism’, dictate the course and direction of
her maritime institutions and shipping industry?

Its resolution sets four primary objectives. Firstly, to set Scottish maritime
affairs in context with the evolving political, economic and administrative aspects of
the system. Secondly, to evaluate the impact of the Union and the imposition of the
English customs model on the emerging Scottish shipping industry. Thirdly, to
analyse the role played by the endemic warfare and smuggling inherent to the sytem
contributed, 1n the growth rate and shift in the regional distribution of the
components of the Scottish marine - Toreign', coastal' and fisheries. Fourly, to
review the influence of the system on the regional development of navigational aids,
port facilities and shipbuilding.

The unresolved status of Scotland as an independent trading nation resulted 1n
retaliatory Navigation Acts and aggressive acts that dispelled the prospect of a
peaceful co-existence with England. The Union resolved this impasse granting tull
access rights to Scottish shippers re-registering under the British Navigation Acts.
By the 1730s the nucleus of expertise and hulls had been accumulated to exploit the
Scottish ports' locational advantage in the Atlantic economy. After 1750 the bounty
system nurtured the Scottish herring and whaling industries. The American War of
Independence breached the Navigation Acts while stimulating the shipbuilding
industry. The subsequent Act of Registry (1786) set new standards in maritime
administration. The following Consolidation Act (1787) removed many of the dis-
incentives from the existing fiscal regime. The mode of operation of the Scottish

shipping industry was significantly altered thereafter.
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Map 3.
(1n the possession of Trinity House Leith)
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Tonnage owned by the Scottish ports 1759-91
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GLOSSARY

Types of vessels

Birlin - large west highland oared open boat capable of crossing major channels.
Brig or brigantine - two masted, square rigged, decked vessel of various sizes.

Bucker - the general name for an armed two-masted lugger as first used by the
smugglers of Buckie.

Buss - decked fishing boat within 20-80 tons class as prescribed by the bounty rules.
Tackle and nets also prescribed.

Coble - open boat used in inshore fishing and oared by four men - or more if
working further out. Capable of stepping a small sail in the right conditions.

Cutter - single-masted vessel, fore and aft rigged, with 'sharp' hull and extended
bowsprit.

Doggar - a two-masted Dutch off-shore fishing boat.

Fluyt boat - the standardised Dutch medium-sized bulk carrier (up to 600 tons) flat-
bottomed. with severe tumble-home and very high stern.

Galley - The use of this term in the Scottish context at this time i1s unclear. It may
have been either a corruption of the term 'galleon’ (as 1in high sterned ocean-going
armed sailing vessel) or a small sailing vessel pierced for large oars (sweeps) for
manoecuvrability. The latter 1s more likely. What 1s certain 1s that 1t was not used in
the Mediterranean context; 1.e., to denote a hull primarily propelled by banks of oars.

Jager - Dutch supply ship to the grand fisheries. Also used as hospital ship and to
run high-priced early season catches back to Holland.

Lugger - small two-masted vessel with lug square sails that can be set to work high to
windward. Much favoured by smugglers and privateers.

Schooner - two-masted vessel, fore and aft rigged, commonly used in American and
West Indian waters.

Shallop - small fast two-masted open or partially deck vessel, usually schooner
rigged, used 1n fishing or dispatches.

Ship - three-masted, all square sail, vessel.
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Sloop - general term for single-masted vessels without cutter bow or bowsprit.

Snow - variation of brig where the rear mast has a separate up-right from which to set
the mizzen sail.

Sixtereen - High prowed open fishing boat oared by six men used in Shetland and
Orkney for off-shore line fishing.

Pink - narrow, round-sterned Dutch carrier with a flat floor interior.

Wherry - broad-decked, shallow draft, hull usually with lee boards and low
freeboard suitable for the deployment of sweeps.

Yacht - a single-masted decked hull, usually fore and aft rigged, originally of
Dutch design.

Customs terms
Customs precinct - stretch of shoreline under the supervisor of a Collector.
Head port - the reporting port of the precinct.

Creek - general term used to describe smaller harbours and anchorages within the
precinct.

Collector - customs officer directly responsible to Edinburgh for the precinct.
Comptroller - second in line to Collector and responsible for accounts.
Surveyor - customs officer in charge of tidewaiters.

Tidewaiter - customs officer put onboard vessels on entry or departure.
Landwaiter - customs officer deployed on quay side and customs house.

Blue book - the manifest of cargo kept onboard by the captain and stamped or
witness by customs officers.

Enumerated goods - those goods listed by the Navigation Acts.
Rummaging - searching the vessel for contraband or undeclared goods.

Prizing - the method ot packing of barrels and hogshead.



INTRODUCTION

This study seeks to demonstrate how state intervention and warfare in the pursuit

of mercantilist goals largely determined, intentionally and otherwise, the development

of the Scottish marine and its institutions during the period 1656-1791.'

'Mercantilism' and 'the system' as historical terms

Perceptions as to the validity of the historical term 'mercantilism' varies greatly
between schools of history. Those primarily interested in the foreign policy of this
period are generally dismissive of what 1s, in their view, a retrospective invention that
parcels a hotchpotch of reactive and restrictive legislation on trade. As Anderson
declares:

mercantilism, even if it can be spoken about as a unity, was not an inquiry into
abstract principles of wealth, in the sense that Adam Smith's Wealth of Nations,
published in 1776 was ... [it was] a collection of attitudes and assumptions, almost
an administrative technology, rather than a science of economics.”

On the other hand, whilst acknowledging this state of affairs during the
formative seventeenth century, many economic historians readily apply the term
'mercantilist system' to the administrative regime first introduced in England after 1696.
For as Hoon proclaims of the Navigation Act of that year, along with its new regulating

agencies, 'marks at once the embarkation upon the mercantilism that is identified with

the eighteenth century'.3

1 The term 'mercantilism' has been ascribed to an extensive period of European history; namely, from the

advent of the voyages of discovery to the repeal of the British Corn Laws (1492-1846); P .O'Brien, ' Did Europe's
mercantilist empires pay?', History Today, 46, (1996), p. 32.
: M.S. Anderson, Europe in the eighteenth century (London, 1987), p. 114.

> E.E. Hoon, The Organisation of the English Customs System 1696-1786 (Newton Abbot, 1968), p. 3.
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This functional form of mercantilism had a second pillar: the protectionist wall
of high import tariffs and restrictions which was raised in the decade after 1696. As
with the Navigation Acts, this additional legislation was largely the work of vested
interests which exploited firstly William's, and latterly Anne's, dependency on the
English Parliament to raise the increasingly higher levels of revenue required to
maintain their large standing armies. In this manner the mercantilist system
synonymous with the eighteenth century came about as much by accident as design. As
Parry remarks:

'system' is perhaps too tidy a description - of rules and exceptions, many of which
were drafted ad hoc to deal with particular situations or to still the outcries of
particular groups of people, rather than to realise consistent economic theories. In
so far as they dealt with colonial matters, however, they did embody certain clear
administrative principles. *

It is therefore with due regard to the limitations highlighted by these differing
viewpoints that this study deploys the term ‘'mercantilism' to encompass those
assumptions and attitudes towards seaborne trade that were part of the wider agenda on
international relations. The term 'mercantilist system' however is used to describe the
post-1696 regime of elaborate controls, restrictions and duties imposed on the foreign-

coing trade and shipping of the nation and her colonies.

The assumptions behind mercantilism

The main assumption driving the mercantilist mind-set in ruling circles was that
political and military power was ultimately derived from wealth (initially perceived as
bullion). This widely-held stance gained international credence as the Spanish
monopoly of the influx of new bullion from the New World was seen to finance the

-

4 J.H. Parry, Trade and Dominion (London, 1971), pp. 51-2.
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alliances and mercenary armies that threatening the continuing independence, if not the

very existence, of many smaller European states.

By the early seventeenth century the spectre of a Spanish 'universal monarchy’'
was a pre-occupation with court politicians and the 'bullionist' school of political
economists. Shifts in the distribution of wealth between the nations were increasingly
perceived in terms of potential shifts in the 'balance of power' in Europe. This, in turn,
largely dictated foreign policy and alliances in the dynastic wars of Europe for the next

hundred years.5

By the mid-seventeenth century the debate had advanced to focus on the
question: what constituted national wealth and how should a nation state protect and
extend its share of the available wealth? Thomas Munn, the leading light of the more
sophisticated 'protectionist’ school, promoted the argument (1664) that 'the ordinary
means therefore to encrease our wealth and treasure is by foraign trade, wherein wee
must ever observe this rule; to sell more to strangers yearly than wee consume of theirs
in value'.® He singled-out the Dutch who, bereft of most natural advantages and of an
indigenous source of bullion, thrived by dominating the 'north-south' trade of Europe
and the Far East. So much so that they were on the verge of assuming the mantle of
universal monarchy from the more dissolute Spanish. Colbert, the French Minister of
Finance, deftly explained this simple chain of logic to his nephew serving at Rochefort
(1n 1666); 'trade 1s the source of finance, and finance 1s the vital nerve of war'.

It was perhaps inevitable that as an island nation, England (with a forcibly united
Scotland in tow) should be the first to seek to enhance her maritime power and hence
security against the Spanish and Dutch Empires by embracing the exclusive mare
clausum stance on maritime sovereignty over her colonial and home waters (including

Scottish when it suited). It was but a short step for the supporters of this ideology to

: J. Black, A System of Ambition? British Foraign Policy 1660-1793 (London, 1991).

° Thomas Munn, England’s Treasure by Foraign Trade. Or, the ballance of our Foraign Trade is the Rule
of our Treasure (1664), reprinted by the Economic History Society (London, 1928), p. 6.



4

actively promote practical measures - principally by Navigation Acts - to forcibly

exclude the marine of rivals from the nation's seaborne trade and fisheries.

War as an instrument of mercantilist policy

Where England led others closely followed. Scotland, France, the United
Provinces and later Sweden, Denmark and Prussia created their own systems that
escalated the level of competition for wealth and, ultimately, increased the risk of armed
confrontation. As the available global wealth was perceived as being essentially finite,
any 1ncrease 1n one nation's share was assumed to be at the expense of arival. In such a
hostile environment armed trading was prevalent at sea.

This predatory aspect of mercantilism increasingly came to the fore as the
eighteenth century progressed and underpinned the support of the mercantile community
for the series of dynastic and revolutionary wars that are a hallmark of the era. Between
the installation of the first of the modern Navigation Acts (1650/1) and their dilution by
Huskisson (1823), the English and Scottish marines were embroiled in ten major wars.
Hostilities at sea dominated trade for over one-third of the intervening period, to which
may be added a number of years when international tensions severely affected sailing
patterns and frequency. At one time or another, the vessels and seamen loyal to the
British crown were pitted against the privateers and naval forces of every other major
Atlantic maritime power, with the exception of Portugal, Britain's oldest ally.

During this era, national security became increasingly viewed in terms of the
fighting strength of the navy and the armed merchant marine relative to its rivals. A
large navy was not, in itself, a guarantee of survival as much depended on the political
will to unleash such a force to retain the nation's share of overseas trade. As Pitt the

Elder declared, 'when trade is at stake it is your last defence: you must defend it or
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perish’.” It was not, however, until the Seven Years War (1756-63) that he came to fully

realise the advantages in supporting a European continental war as an instrument in
extending Britain's strategic global ambitions. By merging 'continental' and 'blue water
policies, he prophetically declared, 'we will win Canada on the banks of the Flbe'®
Superior naval power proved its worth as the crushing defeats inflicted on the French
fleets at Quiberon Bay and Cape Lagos paved the way the military successes in the
West Indies and Canada - culminating in the capture of Quebec.

The overseas empire seized by Britain from her war-depleted rivals after 1760,
vindicated Pitt the Elder and his aggressive brand of mercantilism in the eyes of most
contemporary commentators. Johnson went so far as to acclaim him as 'the greatest
statesman by whom Commerce was united with, and made to flourish by, War'.”

With an empire secured the mercantilist system grew more complex as Britain
sought to monopolise and control the produce of her overseas possessions by
channelling their conveyance to the European markets through her designated ports. By
1784 over a hundred commodities had joined the original 1696 list of produce and
goods subject to regulation at the ports of Britain and her colonies.'” The promotion of
the fisheries - ‘the nursery of seamen’ for the navy in the eventuality of war - fitted
readily with the prevailing mercantilist outlook and hence received state-funding via the
bounty system.

The American War of Independence (effectively 1776-83) breached this system
built, as it was, upon a corpus of piece-meal legislation accumulated over the past
hundred years. In doing so it exposed the contradictions and fallacies of such a

restrictive and inhibiting stance to trade and international relations. This study therefore

! J. Ben Jones, The Hanoverians: a century of growth 1714-1815 (Leicester, 1972) p. 15.
° Ibid, p. 86. Blue water policy stressed naval power and colonial and commercial considerations which
continental policy stressed military power and the balance of power on mainland Europe.
9 .

Ibid.
10 Huskisson's Reciprocity of Duties Act (1823) started the dismantling of the Navigations Acts which were
not wholly abolished until 1849.
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concludes with the aftermath of this war and the first sweeping rationalisation of the
mercantilist system (1786-1791) as ordered by Pitt the Younger.

Whilst the Navigation Acts survived the review intact, indeed if anything
strengthened, the partial dismantling of the high-tariff customs regime signalled a retreat
from the high mercantilist stance. This shift in government attitude laid the foundations

for a more flexible order in international trading relations after the French Revolutionary

and Napoleonic Wars.

The Scottish experience of mercantilism and war

Although the Scottish marine, in terms of number of vessels committed to the
great overseas trades, was a relatively insignificant player in the great international
mercantilist arena, the development of Scotland's shipping industry and institutions
offers valuable 1nsights into the formation and working of British mercantilism.

Prior to the Act of Union, Scotland was an independent trading nation with 1ts
own maritime institutions. In seeking to develop their own variety of mercantilism the
arguments of the 'bullionist' and 'ballance of trade' schools of political economy were
influential, albeit belatedly, in the deliberations of the Scottish Privy Council and its

Committee on Trade.

Scottish overseas trading aspirations were however severely curtailed by the
powerful alliance of English shippers and the London-based Merchant Adventurer
Companies. The former primarily sought to deny Scottish access to the carrying trade
of the English plantations, whilst the latter were to the fore in protecting their
monopolies by denying the creation of Scottish equivalents. The ambiguous status of
Scotland under the Stuarts - regally joined but commercially and fiscally separate from
England - frustrated virtually every attempt at reaching an accommodation for Scottish

aspirations within the existing English Navigation Acts.
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The succession of William and Mary to the English throne in 1688 radically

changed this relationship and unleashed pent-up national aspirations and Jacobitism in
the North. The ensuing acrimonious defence of Scottish maritime sovereignty against
the outrages perpetrated by English commanders in Scottish waters and the tensions
created by Jacobite attacks, presents a unique case study of the interplay of aggressive
mercantilism and the war dynamic in national affairs.

In the critical decade that followed, the precarious co-existence of the Scottish
marine and the enforcers of the English Navigation Acts rapidly deteriorated to the point
of open conflict. By the mid 1690s the advocates of the 'ballance of trade' school in
Edinburgh circles were able to harness the rising tide of national indignation to join the
international contest for wealth as a matter of national survival. In the view of one
supporter of the newly formed Company of Scotland:

[t's beyond all Controversie that it is in the Interest of all Nations to increase
Trade; the Increase of which begetteth Wealth, and Riches, which in time of Warr
doth more contribute to the preservation of a Nation then the multitude and valour
of it's Men."’
The Company's failure to establish a trading emporium overseas on the Darien Isthmus
together with the great loss of men, ships and capital, effectively ended Scotland's

attempt at forging her own mercantile empire and system. 2

After the Union, the fortunes of the Scottish marine were closely tied to
those of the emerging British Empire. Government interest in the maritime affairs of
North Britain' were sustained by the recurring Jacobite emergencies and the

orchestrated accusations of widespread sharp practice at the Scottish ports made by the

! Anon, A letter from a Gentleman in the Country to His Friend at Edinburgh: Wherein it is clearly Proved,

That the Scottish African and Indian Company is Exactly Calculated for the Interest of Scotland (Edinburgh, 1696),

. 3.
?2 As Armitage has concluded; 'in sum, the Darien Scheme venture was an alternative to dependency and

corruption within Britain, and to poverty and universal monarchy in Europe'; D. Armitage, "The Scottish vision of
empire: intellectual origins of the Darien Scheme’, in J. Robertson (ed.), 4 Union for Empire: political thought on

the British Union of 1707 (1995), pp. 97-118.
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influential English mercantile lobby. The result of which was a series of customs

Inspections, surveys and reports on the state of the Scottish marine and ports that are

second to none in detail and sweep.

The methodology

The impact of the conflict factor is particularly relevant to the Scottish maritime
experience during the mercantilist era as the isolated location of many Scottish ports and
sea areas 1n wartime actively encouraged enemy raiders to penetrate deep into Scottish
home waters. During the American War of Independence the more outlying coastal
communities came under direct attack to the detriment of their seaborne trade. This
study strives therefore to integrate 'naval’ with 'maritime' history at both the national and
regional levels; and to relate and analyse the inter-play of mercantilism and war during
the war-strewn period 1650-1791."

To this end the impact of major events, domestic and international, on Scottish
maritime affairs has been placed in the context of the changes to the prevailing system.
The proliferation of hostilities across one and a half centuries presents however too
unwieldy a study period to be encompassed in a single seamless chronological sweep.
This is particularly the case at the regional level of enquiry where the diverse
experiences of Scotland's maritime communities adds a further major variable. The
solution has been to divide the 'war and peace' aspect of this study into three periods:
1651-1755, 1756-75 and 1776-91. These time divisions encompass three distinct phases
in Scotland's participation in the evolving mercantilist trading system. Each study

period has at least one major war during which the conflict factor was the principal

catalyst for change.

' The 'lack of coherence' between the differing schools and interest groups as been identified as the
primarily reason why maritime studies invariably fails to deliver to its full potential , namely, as a microcosm of
national history; N.A.M. Rodger, 'Britain', in J.B. Hattendorf (ed.), The State of Naval and Maritime History

(Newport, 1994), pp. 45-58.
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Even after the Union with England, the greatest maritime power in Europe, the
Scottish fleet remains a clearly discernible entity within the British marine for the
remainder of the century. Furthermore, prior to 1791, the numbers of Scottish vessels
and masters in the customs categories (foreign, coastal and fisheries) are such as to be
sufficiently manageable as to allow individual elements of the marine to be identified
and their wartime experiences collated. This treatment is usually only possible for
vessels and commanders of the Royal Navy, the East India Company and Greenland
whalers. Through this analysis the pivotal role of a very small number of Scottish

masters and their vessels in wartime, notably in the earlier periods, becomes apparent.
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CHAPTER I: SCOTTISH MARITIME AFFAIRS AT THE ADVENT OF THE
MERCANTILIST ERA

bngland, with regally united Scotland in tow, was set on a collision course with
her European rivals in trade after 1650." The Navigation Act of that year targeted the
Spanish for expulsion from the English colonial trade whilst the second Act (1651)
further extended the exclusion of rival vessels to the domestic carrying trade of England

and the tisheries. This more aggressive move was aimed squarely at the Dutch with the

L)

intention of provoking the first of the three Dutch Wars (1652-4).?

Scotland's membership of the English camp against the Dutch was effected
without her consent. Indeed, the Navigation Act of 1651 was drafted as Monck's
military subjugation of Scotland was being consolidated and hence anticipated the
subsequent Union of Scotland and England. The inclusion of the Scots under the terms
of the Act was implicit, as vessels 'that belong only to the people ot this commonwealth
and the plantations' had a right of entry to English plantation trades.” As it transpired
Scotland was duly declared a full member of the Cromwellian Commonwealth by the
Council in State (12 April 1654), too late to participate in the first assault on the Dutch
marine.”

The Scottish marine was however hardly in a condition to respond to the
opportunities created by the war at sea or to exploit the access to English trade gained
by her membership of the Commonwealth. Monck's invasion had laid waste many of

the seaports of the east coast of Scotland and a particularly severe winter that year,

| The earlier Act of 1646 was a prototype and lacked the necessary rigour or means of enforcement.

: Analysis of the pressure groups is available in; J.E. Famnell, The Navigation Act of 1651, the First
Dutch War, and the London Merchant Community’, Economic History Review _(1964), VXVI, pp. 439-452.
: Acts and Ordinances of the Interregnum, 1, p. 913, as quoted by E. Lipson, The Economic History of

England (London, 1948), 111, p. 123. A general view of the problems facing Scotland at this time is available 1n:
G. Donaldson, Scotland: James V - James VII (Edinburgh, 1965). A more detailed analysis is available in T.M.
Devine, 'The Cromwellian Union and the Scottish Burghs: The Case of Aberdeen and Glasgow, 1652-60" 1n J.

Butt and J.T. Ward (eds.), Scottish Themes (Edinburgh, 1976), pp. 1-16.
¢ Chapter IV reviews the impact of the invasion on shipping activity in and out of the Scottish ports. Prior to
1654 wartime restrictions had been placed on Scottish communication with the colonies.
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during which a great storm wrecked many vessels. compounded the losses already
suffered by acts of war.” In the aftermath Cromwell's agent 1in Scotland, Thomas
Tucker, undertook his Report upon the settlement of Revenues of Excise Customs in
Scotland A.D. 1656. Part of that report was his much quoted 'doomsday' survey of the

surviving stock of Scottish hulls that offers, when consolidated, a baseline for future

comparisons.’

Table 1.1 Estimates of Scottish Shipping by Customs Precinct 1656

Precinct Number Tonnage
Lowest Highest Lowest Highest
1  Aberdeen 14 14 540 540
2 Ayr 10 11 203 208
3 Bo'ness S 5 480 480
4  Dundee 22 22 874 874
5 Inverness 8 8 118 118
6 Kirkcaldy 50 50 1,741 1,741
7  Leith 12 13 800 1,300
8 Glasgow 18 20 1,020 1,045
Total 139 143 5,776 6,306

Source : T. Tucker, Report upon the settlement of Revenues of Excise Customs in Scotland A.D. 1656

This comprehensive survey of thirty ports, in eight customs precincts, found
approximately 140 vessels, the majority located on the east coast. Their combined
tonnage did not exceed 6,400 tons with the majority of vessels under 60 tons burthen.
By contemporary English and European standards this marine was truly insignificant in
all aspects and indicative of the retarded state of the Scottish economy.

The diminutive size of the Scottish marine did not however protect it from being

targeted for exclusion by London merchants and shipmasters. Within a year of Tucker's

> J.D. Marwick (ed.), 'Report by Thomas Tucker upon the settlement of Revenues of Excise Customs in
Scotland A.D. 1656', Miscellany of the Scottish Burgh Records Society (Edinburgh, 1881), pp. 1-48. The re-
appraisal displayed in Table: 1.1 included the following adjustments to the original data: - a. the dry capacity
burthen entries for Montrose (in lasts) and Orkney (in chaldrons) have been converted to a tons dead-weight
measure; R.E. Zupro, 'The weights and measures of Scotland before the Union', Scottish Historical Review (1977),
LVI, pp. 119 -145; b. the unspecified tonnage of listed coasters at Leith and Culross have each been awarded the
average for their description and locality, 1.e. 40 tons and 100 tons respectively. Appendix A offers a fuller
discourse on the interpretation of tonnage measurements prior to 1791,

6 State Papers Domestic, 1658-1659, pp. 7-10. Dutch masters and hulls regained a foothold in England's

carrying trade as neutrals during the war with Spain.



12

il

report they were petitioning the Lord Protector and the Parliament of 1658 for a re-

definition of the terms the 1651 Act. The eventual outcome of this highly emotive

campaign was a new Navigation Act, passed in September 1660, by the first Parliament

7

of the Restoration.” This Act decreed that the master and three-quarters of the crew had

to be ot English nationality. The explicit statement that only 'his Majesty's subjects of
England, Ireland and his plantations are to be accounted English and no others' re-
categorised the Scots as a 'foreign' nation, along with the Dutch. This exclusion of the
Scots was not an oversight. Article XVI of the Act tacitly acknowledged the plight this
legislation would cause the Scottish economy by making concessions on tile direct
importation ot Scottish grain, salt and cured fish. The specified conditions were that
this trade had to be carried in a Scottish-built hull and commanded by a Scottish captain
and a crew three-quarters of whom were to be 'his Majesty's subjects’. As it was then
common knowledge that the Scottish marine was then almost entirely foreign-built,
such prohibitions and conditions were blatantly discriminatory; 'by which means our
[Scottish] shipping 1s in a manner debard from traiding to England, becaus by their Act
of Navigation our ships can import nothing but what is the produce of this Kingdom'.*
The Scottish Parliament retaliated with 1ts own Act for the Encouragement of
Shipping and Navigation (1661). This piece of legislation vainly sought to emulate the
English model by ordering that only Scottish vessels were to carry all goods 'trom the
original places, whence they are in use first to be transported’ with the far-sighted
exceptions of imports from Asia, Africa, America, Muscovy and Italy. - This stance
was taken as a hostile act by the English Merchant Adventurer Companies who were
then actively seeking royal charters from Charles to enshrine their monopolies 1n those
areas of the world. Furthermore, the Scottish Navigation Act defined a 'Scottish’ ship
as one navigated by a crew of which three-quarters, as well as the master and owners,

were of Scottish domicile. These conditions had to be verified by certificate under pain

——————

! Act of Parliament of England, 12 Chas. II, Cap 18 (1660), confirmed by 13 Chas. 1l, Stat. I, Cap 14.
5 Register of the Privy Council of Scotland [RPC], series iii, VII, p. 633.



13
of confiscation of the vessel.” The only tangible effect of this Act was however to

encourage a few Dutch masters to seek naturalisation as Scottish burgesses.

Further extensions to the English Navigation Acts in 1662, 1663 (the Staple Act)
and 1664, completed the Scots exclusion from the plantation trades. The first Act
decreed that all trading must be 1n hulls built in the King's dominions (the Scottish fleet
was then mostly foreign-built); while the last ordered that all European goods and
manufacture destined for the colonies must pass through an English or Welsh port in an
English’ hull as prescribed by the Statutes. This Act was a new and heavy blow to
Scottish trading aspirations which were already reeling from the introductiohn of the
Book of Rates which increased English customs import duties on most Scottish goods.

The impending schism between the two trading nations, tied as they were by a
common allegiance to the Stuart monarchy, prompted urgent diplomatic etforts to claim
exemption for the Scots from alien status. The matter was first reterred to a small ad
hoc committee (July 1664) headed by Lord Lauderdale, then the Lord Treasurer. There
it was argued that the favourable balance of trade that England enjoyed with Scotland
could allow 'the admission of the Scotch' to the home market without prejudicing
English trading interests or customs. This opinion was duly presented to the Council for
Trade who proposed lowering the domestic market duties on a reciprocal basis. The
Council however remained adamant that any such relaxation of trading restrictions
should not concede access to the English plantations or encroach on Royal Chartered
Companies' trade preserves.

The whole sovereignty issue was finally referred to a Royal Commission, set up in
1668, 'for settling the freedom of trade between the two countries’. Predictably, the
Scottish Commissioners cited the Union of the Crowns (1603) as entitling the Scots to

participate in the domestic carrying trade of England and her colonies but oftered a

’ Act of Parliament of Scotland, VII, p. 257. Smout rightly draws attention to the significance of the
omission of any requirement as to the origin of the hull, which underlines Scotland's dependence on purchasing
foreign-built vessels at this time; Scottish Trade, p. 48.
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working compromise. This was an assurance that should the Scots be re-admitted to the
trade of England, all colonial commodities imported by Scottish vessels and not

destined for consumption in Scotland would be passed through English ports iIn

deference to the 1664 Act.

This proposal came too late to substantially change the hardening attitude within
the vested interest groups of manufacturers and merchants. Only the year before, the
English parliament had voted to renege on the inclusion of Irish shipping as 'English’
under the original terms of the 1660 Act. In 1664, a new Statute forbade the exporting
of anything other than 'horses and victuals' to the colonies by Irish traders: and by
inference, from receiving imported commodities directly from the colonies. This rigid
interpretation of the English Navigation Acts was subsequently confirmed by a further
Act1n 1671 and remained in force until 1705 when a concession was made on the direct
exporting of linen from Ireland. In between times Irish-Scottish trade suffered a further
blow when an Act of Scottish Parliament (1703) re-established the prohibition on
importing of Irish meal and livestock. This protective measure served the interest of the
land-owners on the west coast of Scotland and hence remained on the Statute books for

the next fifty years.

Such selective discrimination in trade was not wholly one way. The Scottish
linen industry faced periodic bans from exporting to Ireland (1667 and 1704-5) and
incurred an import duty until 1716-7. On balance however from 1707 until 1800 the
west coast Scottish shippers would appear to have openly benefited from the general
exclusion of Irish shippers from the British colomal trades and were able to exploit their
geographic location to secure a sizeable share of the re-export market in colonial
commodities to Ireland."® Such market opportunities were however largely unforeseen

in 1668 when the Royal Commission on Anglo-Scottish trade affairs pronounced.

19 A review of trade policy i1s available in D. Woodward, 'Anglo-Scottish Trade and English commercial

policy during the 1660s', Scottish Historical Review (1977), 56, no.162, pp. 153-176. The Irish-Scots trade
relationship has been examined by L.E. Cochran, Scottish Trade with Ireland in the Eighteenth Century (Edinburgh,

1985), p. 9.
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I'he maritime legacies from the Second (1664-7) and Third (1672-4) Dutch Wars

By then, both the circumstances surrounding Anglo-Scottish maritime affairs
and the condition of the Scottish fleets had quite dramatically improved since their nadir
In 1656. With the Restoration and the resumption of war against the Dutch (1664) a
common esprit de corps was struck up between the erstwhile rival marines while
defending the King's domain during the Second and Third Dutch Wars. The immediate
and tangible result of the direct involvement of Scottish privateering masters and vessels
In these contlicts was a truly dramatic windfall of Dutch and French prizes. T};ese were
largely responsible for the marked increase in both the numbers and aggregate tonnage
of Scottish owned vessels. Similarly, the Dutch Wars nurtured a small elite of masters
experienced in long-haul cruising and skilled in the art of naval wartare that are worthy
of individual note and attention as they later serve as the captains of guard ships and
foreign-going armed traders in subsequent wars.

[ess tangible, though more significant in the long run, was the legacy ot judicial
reforms stemming from these conflicts. These administrative and judicial reforms were
crucial to the Scottish marine's future participation in the new international system of

passes at sea which produced major dividends during the years of peace.

The successes of the Scottish privateers

At first the new found patriotic fervour in the North for the prosecution of the
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