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  JUTLAND WAS A truly terrible battle. The festering Anglo-German naval race that had ignited at the turn of the century had
  led to a burning desire in both countries for a naval Armageddon  Der Tag  that would settle the command of the seas once and for all. Never had a battle been
  so eagerly craved for so long in advance. Yet when battle commenced on 31 May 1916, two years into the Great War, death came quickly in the grey wastes of the North Sea for thousands of men who
  perished in their ships, blown to pieces in an instant. Others were less fortunate. Trapped behind locked doors and hatches in airtight, and shortly airless, chambers, they died slowly and alone in
  Stygian darkness, as their doomed ships slipped beneath the waves. Unluckiest of all were the mortally wounded, fated to die in miserable, hopeless agony hours, days, or even weeks later. Men had
  their heroic preconceptions ripped apart, just as surely as any shell fragment could flense their limbs. Many of those who survived the battle were left shocked and trembling by the sheer naked
  power of the destructive forces that had been unleashed around them. Yet, despite everything, men of both sides had stuck to their tasks, bolstered by their inculcated naval traditions of cheerful
  acceptance of duty and sacrifice. The Somme and Passchendaele still weave their grim fascination, but, while the deaths of the men in the Pals Battalions are morbidly
  celebrated, the sacrifice of the hapless crews of the Indefatigable, the Queen Mary, the Invincible, the Defence, the Black Prince, the
  Shark, the Ardent and the Broke, to name just a few, are commemorated mainly by a few dramatic photographs that linger round the edges of our folk memory.


  This book aspires to return Jutland to the mainstream of public understanding of the First World War. It examines the whole of the battle from the perspective of the participants of all ranks.
  It attempts to recreate the dramatic intensity of battle in all its awful grandeur: the silent moments of anticipation and fear before the guns opened up, the horrors, the excitements, the
  triumphs, the disasters, the all too sad aftermath as the ships and their crews slid to their last rest beneath the waves and the mind-numbing sense of loss for those left
  behind.


  The Battle of Jutland has mesmerized generations of naval historians. There is just so much for us to argue about. Who, after all, had won? Who was to blame? Could better handling of the Grand
  Fleet have brought the British the crushing victory they craved? Why did British battlecruisers blow up while their German equivalents struggled back to port despite waves lapping over their decks?
  How could a defeat be a victory? Experts have pored over these unresolved issues for most of the past century. In the unresolved technical exchanges between specialists there has been too much
  attention paid to what might have happened and did not and not enough to examining what did happen. We wish to refocus this view of the battle, to move attention away
  from the now sterile controversy and to place it squarely onto the deeds of the men who fought and died at Jutland. Our sources are the voices, now stilled, of those who were actually there.
  Letters, diaries, books, reports, unpublished memoirs, tape-recorded interviews: these are the ocean into which it has been a pleasure to dip.


  Our first port of call, as ever, was the Imperial War Museum. The superb Jutland collection administered by Rod Suddaby (one of the great unsung experts in twentieth-century naval history) and
  his sterling staff in the Department of Documents is second to none. Of his team we would particularly pick out Tony Richards, Amanda Mason and Daniel Scott-Davies, who have been helpful in the
  extreme, despite our numerous sins in following the correct archival procedure. It is a great pleasure to thank our colleagues past and present in the museums Sound Archive: Margaret Brooks,
  Kate Johnson, David Lance, Laura Kamel, Jo Lancaster, Nigel de Lee, Richard McDonough, Harry Moses, Lyn Smith, John Stopford-Pickering; not forgetting the ageless, yet now officially aged, Rosemary
  Tudge and Conrad Wood. Together they have created an archive that will one day change perceptions of oral history and is there for anyone to use whatever their interests. We are indebted to Rose
  Gerrard of the Photograph Archive for her able assistance in locating photographs, and to the Keeper, our old confrre Brad King, for permission to reproduce the photographs. Neil
  Young and Terry Charman of the Research and Information Department have been fantastic in making available their photo-research. To them we cheerfully promise a slap-up fish
  supper and a crate of brown ale!


  Among the historians who have donated their lifes work to the IWM, we would particularly like to thank Robert Church, who created a magnificent Jutland archive in the early 1970s that is
  now freely available to other researchers through the museums archive. An outstanding example of selfless generosity and dedication to the collective advancement of knowledge, his collection
  is absolutely invaluable to anyone wanting to understand what it was like. We also salute the work of Henry Baynham, who conducted a series of interviews in his research for his book,
  Men of the Dreadnoughts. The irrepressible Max Arthur has also deposited his valuable collection of recordings with the Sound Archive.


  One book, published in two separate editions, provided immeasurable assistance. This was compiled by H. W. Fawcett & G. W. W. Hooper, The Fighting at Jutland: The Personal Experiences of
  Forty-Five Officers and Men of the British Fleet (London: Macmillan, 1921). Other invaluable books were: Julian Corbett, Naval Operations, Vol.III; Arthur J. Marder, From
  Dreadnought to Scapa Flow, Vol.III, Jutland and After (London: OUP, 1966); Holloway H. Frost, The Battle of Jutland (Annapolis: US Naval Institute, 1936); John Campbell,
  Jutland: An Analysis of the Fighting (London: Conway Maritime Press, 1998); and last but by no means least, Andrew Gordon, The Rules of the Game (London: John Murray, 2000). We
  would urge everyone to buy these books if they want to breathe in themselves the authentic salty spray of Jutland.


  The Library and Manuscript staff of the National Maritime Museum are truly remarkable and deserve our collective thanks for preserving in aspic the authentic flavour of the late
  nineteenth-century Royal Navy. We would also thank Richard Davies and the staff who administer the Liddle Collection, freely available as a public resource within Special Collections, Brotherton
  Library, Leeds University. Particular thanks are owed to the Library Assistant Sarah George, who was patience personified.


  German time was two hours ahead and we have therefore taken the pragmatic step of converting all times to British time. We should add that this is as much to avoid
  confusion in our own ragged minds as those of our readers! The timings throughout can only be held to be approximately accurate to within a minute or so and generally represent an average. As contemporary records are clearly not in chronological alignment it is not possible to produce precise timings. The maps also represent a diagrammatic representation of the
  squadron and ship movements. It is salutary to note that recent diving teams have reported the wreck of the Indefatigable to be some 5 miles to the west of where it should have been
  according to Admiralty calculations. Once again the multiple and often contradictory contemporary positional reports serve only to cloud, rather than clarify, the issue. In cases of doubt we have
  invariably made an assessment based on the balance of probability  which is really all anyone can now do.


  In the writing and production of this book we would like to thank that promising novelist Keith Lowe and his team of designers at Cassell Military for their skill, patience and forbearance for
  deadlines missed. This book was originally commissioned by Angus McKinnon and we are grateful for his inspirational advice and encouragement. His successor, Ian Drury, has also been quietly
  supportive. As ever, with Cassell it has been a pleasure to deal with people who understand. Our good friends Bryn Tanky Hammond and Polly Napper were kind enough to read and comment
  on the manuscript; their help was invaluable, especially as it was unpaid! Lily Hart was the soul of forbearance throughout the whole writing process.


  Finally, we would like to dedicate this book to Wireman 2nd Class Francis Askins, just one of the 1,266 who lost their lives aboard the Queen Mary but who is, even now, generations
  later, occasionally in the thoughts of his now distant descendants. Let us follow their lead and remember the sacrifice of the men of Jutland, not in wholly inappropriate paroxysms of grief, but
  coolly, in recognition of lives cut sadly short before their time. He is formally commemorated on the Portsmouth Naval Memorial. On a personal note we would also dedicate it to the memory of
  Peters mother and father, Ruth and Les Hart, who have both died in the last two years. Average life spans are created by the millions who die far too soon for those who loved them in times
  of both war and peace.


  


  

  

  

  

  CHAPTER ONE


  THE LONG WAIT


  

  

  

  

  IN 1914 THE ROYAL NAVY had a lot to lose.
  Britains fleet had attained its position of global pre-eminence during the succession of maritime wars that had rumbled on throughout the seventeenth and eighteenth centuries and culminated
  in the final defeat of a combined French and Spanish fleet at the battle of Trafalgar in 1805. While post-Napoleonic Europe slowly recovered from the ravages of war, Britain, free of Continental
  entanglements, exploited its undisputed control of the seas to ensure that the British Empire was in a pole position in the race to gain colonies and dominate large sections of the globe. The key
  was the sheer mobility and speed of naval intervention. The well-timed arrival of even just a single gunboat could often settle a localized dispute before it got out of hand, long
  before other nations could begin to react. The Continental European powers found that, despite their large armies, their far-flung colonies only existed on sufferance and could not be seriously
  defended in a war with the British. Only the Royal Navy could move troops in almost total security around the globe. This naval ascendancy was maintained by having overwhelming numbers of all the
  types of ships that could possibly be required by a nation at war, ranging from the most modern battleships right through to the ubiquitous sloops and gunboats. The supremacy was so absolute that
  no one country could have a chance of naval victory against the Royal Navy.


  By the end of the nineteenth century, naval experts had had time to consider how this maritime supremacy came into being. The first great sage was an officer of the United States Navy, Alfred T.
  Mahan, based at the US Naval War College. Mahan examined maritime policy and naval battles to seek the underlying reasons for the stunning success of the Royal Navy. He believed that to become a
  maritime power a country must steep itself in the sea in peacetime. Naval strength was rooted in and indivisible from a thriving maritime base of commerce and associated industries. There was, of
  course, no better way of achieving this than by the acquisition and commercial exploitation of colonies. To prepare for war, foresight was required to amass and maintain a navy
  of a size commensurate with the amount of merchant shipping and commercial interests that depended on the freedom of the seas. Furthermore, appropriate naval bases would be needed across the globe
  wherever the navy might be required to operate. The ultimate aim was to ensure that even amidst war, trade routes would be unaffected by enemy action. In essence this is what Great Britain had done
  and its traditional adversaries  Spain, Holland and France  had not. By failing to recognize the enduring importance of sea power, these nations allowed much of their empires to slip
  through their fingers.


  Mahan was no mere materialist; he did not believe that simply having a certain number of ships and sailors would logically secure success. He maintained that the British had won many of their
  key battles because of the characteristics of dynamic leadership or the warrior spirit inculcated in their admirals. Naval leadership had to be developed by the informed study of the
  lessons of past campaigns, within an overall culture that encouraged the rise of the courageous, self-confident and skilful commander, who would in turn be unafraid to share his
  secrets with the next generation of officers. For Mahan, the ideal of leadership reached its apogee with the incomparable Horatio Nelson.


  
    
      
        Nelson, for the most part, shone upon the battlefield by his tactical combinations, by the rapidity and boldness with which he carried out plans previously laid, or, on
        occasion, by the astonishing coup doeil and daring with which, in unforeseen crises, he snatched and secured escaping victory.1


        Alfred Mahan

      

    

  


  Mahans doctrines were widely accepted and were seized upon both by various interested governments and by a generation of naval officers across the globe. In a sense, he
  supplied a template for any naval power that considered a challenge to the British hegemony. However, for the most part these acolytes ignored much of the more sophisticated thinking that informed
  his analysis and focused instead on the simple premise that it was the duty of a navy to seek out the opposing fleet, defeat them in a decisive battle and thereby secure command of the
  sea.


  The other great naval strategist who influenced naval thinking at the turn of the century was a British historian, Sir Julian Corbett, a lifelong civilian who nevertheless
  wielded great influence by means of his lectures to naval officers at the Royal Naval College, Greenwich. Inspired by his intensive study of the great military strategist Carl von Clausewitz,
  Corbett also studied the lessons of British naval supremacy. He adopted a more pragmatic approach than Mahan to the problems of conducting war at sea, which he eventually published in 1911 as
  Some Principles of Maritime Strategy. Corbett was less sanguine about the possibility of obtaining outright command of the sea, which he defined as the control of maritime
  communications, pointing out the impossibility of being everywhere at once across the limitless oceans. This uncertainty would be particularly acute if the weaker power chose not to engage in a
  decisive fleet action, but remained inviolate in harbour as a fleet in being, thus continuing to contest the command of the sea from a position of safety. Many of
  Mahans followers could not conceive of such a situation and the romantic cachet of the inevitable decisive battle seduced many otherwise sensible officers. But there were many attractions
  for the weaker naval power in not sacrificing its fleet in such an action. For a fleet in being could render invasion almost impossible; by effective use of surprise a partial
  command of the sea could be obtained temporarily in a specific location; it could demand the attention of the bulk of a stronger navy while sending out specially built commerce
  raiders to disrupt the sea lanes; while any attack on its harbour fastness would inevitably expose the superior naval power to such risks that its superiority would be forfeited. Corbett also
  clearly delimited the boundaries of maritime power. Although he believed it was of the utmost importance, in the end, to resolve a conflict, success on land was eventually required to secure any
  gains that might have been achieved by the wielding of naval power. True command of the seas depended on decisive military victory on land.


  Having highlighted some of the problems that existed in adopting a pure Mahanian approach, Corbett proposed partial solutions based on the power of the blockade and indirect
  attacks. An effective blockade could produce command of the sea by confining an enemys naval fleet and commercial marine in harbour. It would not be uncontested. There might be
  breaches. But much of the military and commercial fruits of maritime supremacy could then be harvested as long as the blockade held. In the meantime, behind the line of the
  blockade, a vigorous policy of limited war and indirect attacks could harass the enemy coastline, threaten any overseas colonies and relieve pressure on the decisive
  theatre of land operations by distracting attention to secondary campaigns on the periphery of the enemys sphere of control.


  Corbetts theories, it can be seen with the passage of time, were built on the grounding principles already established by Mahan. Corbett did not contradict Mahan, but merely added a layer
  of reasoning to establish an alternative naval policy should the enemy fail to oblige in turning up for a decisive battle at the convenience of the stronger maritime nation. It is often forgotten
  that Mahans hero, Nelson, spent two years aboard the Victory pursuing a blockade of the French and Spanish fleets before they were finally brought to account at Trafalgar. In the
  end both Mahan and Corbett were enormously influential, but influenced different schools of officers.


  The balance of power was also changing across the world. By the end of the nineteenth century, Imperial Germany had emerged to pose a new threat to the British Empire. Following the military
  defeat of France in 1871, Germany was unquestionably the leading European Continental military power and already competing vigorously with Britain in the worlds of industry and commerce. Kaiser
  Wilhelm II, who had ascended to the throne in 1888, was a rabid convert to Mahans view of the crucial importance of maritime power, and believed that Germany would never be able to reap the
  rewards of its military and industrial strength until it had commensurate naval power. After the appointment of the brilliant Admiral Alfred von Tirpitz as his Secretary of State for Naval Affairs
  in 1897, these ambitions were duly enshrined in the Navy Act passed by the Reichstag in 1898. This announced plans to create a new navy of some nineteen battleships together with a
  mlange of assorted coastal defence vessels and cruisers by 1904. But after the chastening demonstration of German powerlessness to intervene during the British colonial adventures
  in Southern Africa, which culminated in the outbreak of the Boer War in 1899, this estimate was revised to no fewer than thirty-eight battleships in a new Navy Act of 1900. This measure was clearly
  aimed at challenging the British hegemony of the seas.


  
    
      
        To protect Germanys sea trade and colonies, in the existing circumstances, there is only one means  Germany must have a battle fleet so
        strong that, even for the adversary with the greatest sea power, a war against it would involve such dangers as to imperil his position in the world. For this purpose, it is not absolutely
        necessary that the German battle fleet should be as strong as that of the greatest naval power, because a great naval power will not, as a rule, be in a position to concentrate all its
        striking forces against us. But even if it should succeed in meeting us with considerable superiority of strength, the defeat of a strong German fleet would so substantially weaken the enemy
        that, in spite of a victory he might have obtained, his own position in the world would no longer be secured by an adequate fleet.2


        Memorandum, Naval Act, 1900

      

    

  


  This theory developed by Tirpitz has become known as the Risk Fleet Theory. It was based on the expectation that Britain would not dare to take on the German fleet
  for fear of exposing itself to its other enemies. The old rule of thumb had been to ensure that the British possessed a fleet large enough to face both France and Russia acting in harness 
  the vaunted Two Power Standard. The expansion of the German Navy made this irrelevant and would eventually force Great Britain to seek Continental alliances.


  The Admiralty response to the increased pressure was amazingly bold. For the long years of superiority wielded by the Royal Navy had not brought it peace of mind. In between the death of Nelson
  and the outbreak of the First World War, the Royal Navy managed to generate a quite staggering amount of internecine conflict. Every development in the design and nature of its ships was endlessly
  agonized over: the abandonment of sail for steam engines; the introduction of breech-loading guns; the removal of extraneous masts; the introduction of turrets and barbettes; the correct response
  to the threats to battleships posed by torpedoes, submarines, mines and destroyers. All were the focus of intense controversy. The nature of tactics was the subject of endless debate, with
  separate, but related, mayhem over the form and nature of the Signal Book, by which means the ships of the line were guided in their manoeuvring. Nothing was simple; nothing could be taken for
  granted. Common sense was just another weapon of debate to be twisted to the protagonists own point of view. What had befallen Nelsons Band of
  Brothers?


  In essence, they had been traumatized by the incredible pace of scientific progress throughout the nineteenth century and the awful prospect that the Royal Navy could take a wrong technological
  turning. Many officers feared that some crucial new development could be missed and the fleet mortally embarrassed in facing an opposition armed with superior weapons. Others felt it would be
  equally disastrous to abandon the tried and tested for the possible culs de sac of the unproven. To confuse matters further, the progressives and traditionalists were fragmented and cross-cut
  depending on the matter at hand. In this febrile atmosphere, professional rivalries and imagined slights came to have a life of their own that transcended naval politics into the realm of lifelong
  personal feuds, with acolytes cheering on the main protagonists from the metaphorical sidelines. The tensions were so great that at some points it seemed almost impossible to guess what form a
  fighting ship of the future would take.


  In these circumstances it might have been supposed that the Admiralty would be cautious in responding to the new German challenge. Yet, under the guiding hand of the First Sea Lord, Sir John
  Fisher, this very tension was used as the catalyst to achieve a root and branch revolution in the design of battleships. Recent advances in gunnery had greatly increased the effective range and
  accuracy of the guns, triggered in part by the necessity of getting out of torpedo range. As the ranges increased, the mixed armaments of 12-inch, 9.2-inch and 6-inch guns carried by the typical
  battleship at the turn of the century were increasingly called into question. The new techniques placed much importance on firing guns in salvo and straddling the target, but this process was
  hopelessly confused when a ship fired a mixture of gun calibres at the same time. What was required was an armament of eight or more guns of the same calibre. As heavier guns were relatively more
  accurate, and the shells naturally more devastating, the answer lay in an all-big-gun ship: and so the Dreadnought was born with her ten 12-inch guns disposed to allow an
  eight-gun broadside. Such an armament would have rendered the Dreadnought so slow that she would have been unable to catch her more lightly armed contemporaries, had not the Admiralty
  commissioned another startling innovation in the method of propulsion. To get the speed that would allow the new ship to catch her victims, the new Parsons turbine engines were
  to be used, generating the then unprecedented speed for a British battleship of 21 knots. The defensive armour plating was less exceptional, although well up to prevailing standards, and strict
  regimes of watertight compartmentation were observed beneath the water-line. Once conceived, the Dreadnought was built in great secrecy in exactly a year and a day, instead of the usual
  three years, another phenomenal achievement. Suddenly, on 3 October 1906, when she sailed for her sea trials, all the navies of the other great powers, built at such enormous cost, were outdated.
  Magnificent ships that embodied the national pride of their countries overnight became belittled as mere pre-dreadnoughts.


  This sea change was not without risk for the British. Their huge numerical supremacy was rendered almost irrelevant at a stroke. Yet there were many advantages in deliberately instigating the
  revolution in naval design before a competing nation had a chance to seize the initiative. While the British assessed their prize and commissioned new dreadnoughts, foreign navies were forced to
  suspend their naval programmes and go back to the drawing board to design their own dreadnoughts from scratch. The Germans were faced with a choice of either abandoning their naval ambitions or
  embracing a stupendous new investment. They chose once again to challenge directly the Royal Navy. But it was not until July 1907 that the Germans could begin work on their first dreadnoughts. Even
  then they had to widen and deepen the Kiel Canal, which linked the Baltic and the North Sea, a task that would not be completed until the summer of 1914. When the mists cleared the British had once
  more secured their lead.


  The Dreadnought was not the only innovative new ship launched on a startled naval world. Fisher, who strongly believed that speed was the most effective form of defence, had also
  instigated development of a new class of armoured cruiser that would in time become known as the battlecruiser. This new type would also have a uniform heavy armament, this time eight 12-inch guns,
  but instead of the thick armour plating of the Dreadnought, they were to be lightly protected, relying on their exceptional speed of 25 knots to whisk them away from danger. The
  battlecruisers were intended to sweep the seas clear of foreign cruisers, which would find themselves unable either to fight or to escape. The first battlecruiser was the Invincible,
  completed in 1908. The Invincible created much interest but the whole battlecruiser concept was deeply flawed from the start. The very strength of their massed 12-inch
  firepower created an irresistible temptation to use them as the fast wing of the battle fleet. Yet here they would inevitably encounter heavy shells from the enemy dreadnoughts that could easily
  penetrate their thin armour. And the question remained: what would happen when they met their inevitable direct equivalents that would be capable of the same speed? The Germans attempted to preempt
  the Invincible while she was on the stocks by building the Blcher armed with twelve 8.2-inch guns, in the apparent belief that the Invincible would only have eight
  9.2-inch guns. Although the Germans got off on the wrong foot, they actually then came up with a better-balanced design for their subsequent battlecruisers. They were just as fast, but they
  incorporated a far superior overall level of armour protection. In the end they would test to destruction Fishers dictum that speed is its own armour.


  The naval race between Britain and Germany escalated remorselessly in the first decade of the twentieth century as each side sought to match and exceed the building programme of the other. The
  competition poisoned relationships between the two countries and forced Britain into ever closer informal links with its two former enemies, France and Russia. The Entente Cordiale was born and
  plans for military and naval co-operation in the event of war were hesitantly sketched out between the erstwhile rivals. Each successive class of dreadnoughts raised the stakes just as they
  increased in overall size, hitting power, armour and speed. Gunnery ranges expanded; new methods of fire control of ever-increasing sophistication were developed. Soon the Dreadnought
  herself was teetering on the brink of relative obsolescence.


  In June 1914 the assassination of Archduke Franz Ferdinand of Austria lit the fuse that would explode Europe into the First World War. The escalating diplomatic crisis was rooted in the Balkans,
  but spread quickly across the whole of Europe. As nations teetered on the brink of war, the Admiralty had a slightly jaundiced view of the man in situ aboard his flagship the Iron
  Duke as Commander-in-Chief of the Home Fleet. Admiral Sir George Callaghan, a respected senior officer, had been in command since 1911 and had already had the normal two-year period of tenure
  extended until October 1914. However, it was precisely Callaghans age that lay at the root of the problem. The Admiralty felt that at 62 he was simply too old to be
  entrusted with the onerous duty of wielding his countrys main weapon in a war that would, one way or another, shape the twentieth century. It was these fears that caused Winston Churchill,
  the First Lord of the Admiralty, to appoint Sir John Jellicoe, then the Second Sea Lord, as second in command of the fleet. The stated intention was that Jellicoe would take over command of the
  fleet in the normal course of events when Callaghan had finished his term of office. But Jellicoe had long been marked for greater things.


  John Jellicoe was born on 5 December 1859. His family had a variety of naval connections and he was duly sent as a cadet to the training ship Britannia at the tender age of 12. His
  tuition had its origins in the age of sail but Jellicoe thrived, passing out in 1874. His instruction had by no means finished but, by dutiful attention to his studies and duties, he invariably did
  well as he progressed through the ranks of junior officers. He eventually specialized in gunnery and soon caught the attention of Fisher, who was then commanding the Excellent gunnery
  school. Jellicoe spent the next few years divided between postings to experimental ships and ashore at the Excellent on Whale Island. In 1889 he acted as an assistant to Fisher on his
  appointment as Director of Naval Ordnance at the Admiralty. Jellicoes mixture of intelligence and sheer hard work ensured that he reached the rank of commander in 1891. After his promotion
  he went back to sea as executive officer, first aboard the Sans Pareil and then on the Victoria, then the flagship of the Mediterranean Fleet. This plum posting could have been
  the end of him.


  On 22 June 1893, as Jellicoe lay below decks in his bed struck down by a fever, Admiral Sir George Tryon committed a gross blunder in manoeuvring his fleet as he ordered the leading ships in
  each of the two columns to turn inwards, so that they were heading straight for each other. His subordinates failed for a variety of reasons to correct this elementary error, or indeed to take the
  necessary evasive action, and as a result the ram of the Camperdown crunched into the side of the Victoria, which duly heeled over and sank. Jellicoe, against the odds, was
  rescued from the water, although Tyron and many others perished. It was the low point of the Victorian navy and demonstrated the inherent inflexibility of mind of many, if not most, of its senior
  officers. They had been brought up and drilled to believe that their admiral was second only to God, with near papal infallibility. The inevitable consequences of such mental
  atrophy would bedevil the fleet for many long years.


  Jellicoes manifold qualities were recognized by the replacement Mediterranean Commander-in-Chief, Admiral Sir Michael Culme-Seymour, who selected him to serve as his commander aboard the
  new flagship, Ramillies. After a successful three-year commission, Jellicoe was made a captain and his gunnery specialization was reflected in his appointment to the joint service Ordnance
  Committee in 1897. At the end of the year he was made flag captain aboard the Centurion under Vice Admiral Sir Edward Seymour in command of the China Station. Here the naked colonialism of
  Britain, France, Germany and Russia, which were intent on cutting up Imperial China for their mutual profit, not unnaturally stirred up considerable antipathy among the Chinese, which culminated in
  the Boxer Rebellion instigated in mid-1900 by a mysterious, but influential, secret society violently opposed to Western penetration. The European embassy staffs were soon besieged in their Peking
  legations and Jellicoe was appointed Chief of Staff to a makeshift Anglo-German naval brigade sent by train to attempt their rescue in June 1900. As the Chinese Imperial troops began directly to
  assist the insurgent Boxers, the railway line was cut and the mission was perforce abandoned. The retreat was a confused nightmare that nearly cost Jellicoe his life. On 21 June he led an attack on
  a Chinese village which blocked their retreat alongside the banks of the Pei-Ho River.


  
    
      
        I was hit on the left side of the chest, the shock turning me half round. I thought my left arm had gone. Sat down on a stone, and Cross, Gunnery Instructor, came and cut
        away the sleeve of tunic and shirt and helped me behind a house where I lay down. After a bit Dr Sibbald came up and bandaged wound and told me that he thought I was finished. I made my will
        on a bit of paper and gave it to my coxswain. I was spitting up a lot of blood and thought the wound probably mortal.3


        Captain John Jellicoe, HMS Centurion, China Station

      

    

  


  Jellicoe was successfully evacuated and the doctors gloomy prognostications proved wrong as he made a good recovery, although he carried the bullet in his left lung for
  the rest of his life.


  In 1901 he returned to England, where he was appointed as assistant to the Third Sea Lord and Controller, Sir William May. His role was to inspect the work of the various
  shipbuilders responsible for work on naval ships. His next sea command was as captain of the armoured cruiser Drake where, as might be expected, he showed great interest in absorbing the
  new techniques of gunnery with particular reference to the introduction of firing practice at much longer ranges than had been previously considered practical. In 1904 he was summoned back by
  Fisher to work on the committee charged with developing the plans for the Dreadnought. In 1905 Jellicoe was made Director of Naval Ordnance at the Admiralty with a special responsibility
  for overseeing the design and production of the heavy guns required for the dreadnoughts. Promoted to rear admiral in 1907, he went to sea aboard the Albemarle as second in command of the
  Atlantic Fleet, before returning to the Admiralty as Controller in 1908. Here he dealt with the many problems in trying to expand Britains capacity to produce dreadnoughts during the height
  of the naval race with Germany.


  Jellicoe was an admirer of German design and shipbuilding skills and warned repeatedly that German ships were utilizing their greater beam to carry more armour and secure superior underwater
  subdivision and compartmentation, making them far harder to sink than their British counterparts. He commissioned floating docks to repair damaged vessels, which would ease the possible pressure on
  the limited availability of suitable dock provision. He also raised pertinent questions about the quality of British shells. His capacity for sheer hard work was invaluable under a relentless
  pressure that might have broken a lesser man.


  In 1910 he went back to sea, first in command of the Atlantic Fleet, and then in command of the 2nd Division of the Home Fleet under Sir George Callaghan. As he hoisted his flag in the
  Hercules, Jellicoe was, for the first time, serving aboard one of the dreadnoughts that would hold the fate of the country within their compass. During his command he was involved in the
  trials of the new director firing systems for the main armament, which sought to direct and concentrate the fire of the multiple turrets on a dreadnought by the controlling hand of a
  single gunnery officer stationed high in the ship. Fisher and Churchill had by this stage clearly identified Jellicoe as the new Nelson who would lead the Royal Navy to victory in the
  Armageddon that was envisaged in the near future.


  Late in 1912 Jellicoe returned as Second Sea Lord to the Admiralty. Here he had to deal with the rumbustious character of Churchill, who was never one to let protocol
  dictate the limits of his powers or influence. The two were in conflict in many areas, but it is a testament to Jellicoes tact and reasonableness that they never actually fell out. Indeed,
  when Jellicoe was given leave of absence to take command of the Red Fleet against the Blue Fleet commanded by Callaghan in the naval exercises of 1913, he did so well that once again the full
  sunlight of Churchills approbation shone upon him. Jellicoe was the coming man, although he himself was not aware of how soon he would be thrust into the very front rank.


  The gathering war clouds caused the Admiralty to cancel the scheduled dispersal of the fleet, which had by good fortune just undergone a rigorous test mobilization and was gathered together at
  full strength for a formal inspection by George V at Spithead on 17 July 1914. It would remain together and indeed began the move to its war stations at Scapa Flow. This disposition was another
  radical departure from tradition.


  The Royal Navy had been weaned on a diet of close blockade. Its storm-tossed ships had stood off French and Spanish ports throughout the endless wars that disfigured the elegant
  faade of the eighteenth century. Yet the emergence of the submarine as a credible weapon of war had left this policy in tatters; nothing, it seemed, could prevent the submarine from
  sneaking out of port to prey on the tethered goats of any close blockading fleet. To this was added the ever-increasing threat posed by fast destroyers. Modern ships did not use the
  endlessly renewable wind power to fill their sails, but instead had to return to port regularly to take aboard coal or oil to power their vast engines. These problems were clearly discerned, but
  the ingrained traditional methods of warfare took some shifting and it was with considerable reluctance that the close blockade was abandoned in 1912. Wild schemes continued to emerge, such as an
  idea promulgated by Churchill to capture the offshore German island of Borkum as a forward base. Yet the eventually adopted policy of distant blockade was almost thrust upon it by circumstances of
  geography. The British Isles themselves effectively blockaded in the Germans, lying as they did four-square across the sea routes to Germany. Only two gaps remained. The English Channel to the
  south was narrow, only around 20 miles across at the Straits of Dover, and easily blocked by a combination of a strong minefield barrage patrolled by smaller ships and backed
  up by the nineteen second-line pre-dreadnoughts of the Channel Fleet. To the north, the 200 miles between Scotland and Norway would be patrolled by a force of cruisers. Meanwhile, the main battle
  fleet would be concentrated in the huge natural harbour of Scapa Flow, tucked away in the Orkneys. From here it could protect the cruiser line and sweep down as required into the North Sea if the
  German fleet should dare to emerge from harbour. Directly facing the German North Sea ports was the strong Harwich Force made up of fast light cruisers and destroyers charged with the task of
  patrolling the southern reaches of the North Sea and linking up with either the Channel Fleet or the battle fleet as required. This policy was almost pure Corbettism. It ceded absolute
  control of the North Sea, which could not be achieved without insupportable risks, but it secured for Great Britain almost all the benefits of control of the wider oceans across the
  globe. The blockade was secure, the German fleet was effectively under house arrest and the impasse could not be broken unless it successfully assaulted its jailor in a major fleet
  action.


  Jellicoe was ordered north to join the fleet at Scapa. Churchill had already made him aware that he might well be appointed Commander-in-Chief should war break out. Jellicoe was appalled at the
  prospect. He had always liked and respected Sir George Callaghan, with whom he had served, and, although he had natural ambitions to command the fleet, he felt the timing could not have been worse.
  The anguish that would be caused to Callaghan by his removal, just at the moment when it seemed that his whole career would be fulfilled by wartime command, mortified the embarrassed Jellicoe. But
  it was not mere sentiment, or the feelings of an old friend and comrade, that made Jellicoe blanch. He was keenly aware that morale is a key element in warfare. If there was even a sneaking
  suspicion within the fleet that he had in any way connived to get the command, he could expect little loyalty from his aggrieved new subordinates. In battle this might be disastrous. The very
  concept of changing command at the point of war was inadvisable on principle. How could Jellicoe be expected to be as familiar with the intricate make-up of the fleet and its officers as its
  commander for the last three years? He could boast only a cursory knowledge of the detailed war plans and dispositions. Jellicoe sent multiple telegrams to the Admiralty
  attempting to persuade them of the irrationality of what they proposed, but they remained adamant. Finally, on 4 August as Britain entered the war, despite his vehement protests Jellicoe was
  ordered to open his secret orders and so take command of the battle fleet, henceforth to be renamed the Grand Fleet. He would be the man charged with the onerous responsibility of delivering the
  new Trafalgar that the British people expected and demanded. And so, as Jellicoe took over his staff, his flagship and his fleet, Callaghan left the pages of history.


  The Grand Fleet that Jellicoe inherited was a formidable force, the concentrated essence of British naval power. It numbered 20 dreadnoughts, 8 pre-dreadnoughts of the King Edward class, 4
  battlecruisers, 21 assorted cruisers and some 42 destroyers. In command of the 1st Battlecruiser Squadron was a man whose future was to become inextricably linked with Jellicoe: Vice Admiral Sir
  David Beatty.


  David Beatty was born on 17 January 1871, the second son of an influential Irish family who had taken root in Cheshire. He passed through Britannia between 1884 and 1885, but achieved
  little of consequence other than a burgeoning reputation for carefree misbehaviour. Family influence brought him a sojourn as midshipman aboard the Alexandria, the then flagship of the
  Mediterranean Fleet, but poor examination results meant that his career was effectively stalled as a lieutenant on a variety of mundane postings that gave no indication of a glowing future. Then,
  in 1896, Beatty had a stroke of luck when he was appointed as second in command of river gunboats sent up the Nile to assist General Sir Herbert Kitchener in the campaign to avenge the death of
  General Charles Gordon and to recapture Khartoum. The first instalment of the protracted campaign was an exciting Boys Own Paper affair and after his commanding officer was
  seriously wounded Beatty took over command. His leadership qualities were noticed and he was recalled at Kitcheners special request when the campaign was resumed in 1897. The river boats had
  a dramatic role scouting along the river ahead of the main army and providing support fire during the many skirmishes which culminated in the battle of Omdurman of 2 September 1898. Beattys
  contribution was marked by early promotion to commander and the award of the DSO. His name was made.


  Beattys next commission was as executive officer aboard the Barfleur serving on the China Station. Like Jellicoe, Beatty was also drawn into the strange
  farrago of the Boxer Rebellion. Beatty was landed with a party of 150 naval personnel from the Barfleur to strengthen the impromptu naval brigade that was defending Tientsin from a mixed
  force of Chinese regular troops and the revolting Boxers. Once again he seems to have distinguished himself in the fighting until on 19 June 1900 he was wounded in his left arm. He soon discharged
  himself from the confines of hospital and joined an expedition to rescue the remnants of the naval column, which included the wounded Jellicoe. On his return to London the wounded hero courted
  social opprobrium but gained a fortune when he married the extremely wealthy American heiress and recent divorcee Ethel Tree. He did not return to sea until he was appointed as captain aboard a
  series of cruisers between 1902 and 1905. Beatty had advanced far beyond most of his contemporaries and the rapid expansion of the navy kept him ahead of the pack. An Admiralty appointment as the
  Naval Advisor to the Army Council then occupied him from 1905 to 1908. From late 1908 Beatty was in command of the pre-dreadnought Queen as part of the Atlantic Fleet, where he privately
  fulminated against the marked tactical rigidity employed in handling the fleet. Nevertheless, he impressed the powers that be and, on 1 January 1910, he was made an admiral at the age of 38, thus
  mirroring in this at least Nelsons achievement in 1797. Then in 1911 came a career-threatening spat as the financially secure Beatty refused to accept second fiddle as second in command of
  the Atlantic Fleet. Here he had overreached himself and might well have spent a considerable time ashore without a posting had he not been lucky in the timing of Churchills appointment as
  First Lord of the Admiralty in October 1911. Beatty was just the kind of man to appeal to Churchill and in early 1912 he was soon appointed as his naval secretary. Beatty worked hard in his new
  role. He made considerable progress in understanding the new language of naval warfare and had the mental strength to stand up to Churchill where necessary without provoking a fatal falling out.
  Churchill was more than satisfied and exerted his influence once again to appoint his protg above the heads of many other, more senior officers to the plum command of the
  Battlecruiser Fleet. So it was that on 1 March 1913 Beatty hoisted his flag in the ship that was to become synonymous with his name, the Lion.


  In August 1914 the Grand Fleet was the sharp tip of the British naval iceberg. Elsewhere, scattered across the globe, were hundreds of miscellaneous ships busy on the
  manifold duties of king and empire. In particular, there were three more battlecruisers engaged in their original function of clearing the sea lanes by hunting down Germanys detached
  cruisers. The battlecruiser Goeben with the light cruiser Breslau were abroad in the Mediterranean, while the German East Asiatic Squadron posed a considerable threat further
  afield. The main German forces were concentrated into the High Seas Fleet, which it was presumed would choose the moment to deploy its full strength of 13 dreadnoughts, 16 pre-dreadnoughts, 5
  battlecruisers, 17 cruisers and 88 destroyers. They were based largely at Wilhelmshaven, Germanys main port on its North Sea coast and linked by the recently completed Kiel Canal to the port
  of Kiel on the Baltic Sea.


  After a decade of fevered speculation and anticipation, the general public, and no small proportion of the fleet, expected there to be a huge Mahanian naval battle to resolve the
  command of the seas within days of the outbreak of war. It was widely predicted that the trigger for this naval Armageddon would be the despatch of the British Expeditionary Force across the
  English Channel, to take up its agreed place alongside the French Army in the war against Germany. The High Seas Fleet would surely emerge to contest the crossing. Unfortunately, as Corbett had
  predicted, the Germans declined to sacrifice their navy at the altar of popular British sentiment and remained safely in harbour as the BEF crossed the Channel. German strategy was based firmly on
  securing an early land victory. In order to defeat both France in the west and Russia in the east, they aimed to move decisively against the former while the latter was still mobilizing its
  unwieldy forces. For over a decade the Germans had nurtured a plan first proposed by their Chief of Staff, von Schlieffen, to wheel through Belgium, evading the French armies massed on the
  Franco-German border. The intention was to capture Paris in a matter of weeks. With France eliminated they could turn their combined forces onto the hapless Russians. The German General Staff was
  confident that the BEF would have a negligible impact on the outcome of the overall campaign in the west. The BEF was a minnow alongside the leviathan conscript armies of Germany and France. There
  was no need to risk the fleet, which had a key role to play in defending the open German flanks from the possibility of coastal assault in the Baltic or North Sea, in order to
  destroy a contemptible little army that was doomed in any event.


  The Commander-in-Chief of the High Seas Fleet, Admiral Friedrich von Ingenohl, was ordered not to risk his ships and he duly complied. The Germans believed that the British were still committed
  to the idea of a close blockade of German ports. The Grand Fleet was expected to appear off the German coast as soon as war was declared. The chances of successfully launching submarine and
  destroyer attacks against the anticipated British blockade in the Heligoland Bight whetted the German appetite. A drip, drip string of losses to torpedoes and mines would soon render the Grand
  Fleet vulnerable to a decisive attack at the moment of Ingenohls choosing. Even when it became apparent that the Royal Navy was not going to provide an easy target off the coast of Germany,
  the original tactic of trying to erode the majesty of the Grand Fleet through the use of mines and torpedoes remained in force, although with far less chance of real success. Meanwhile the High
  Seas Fleet stayed in harbour.


  In contrast, the Grand Fleet did not. Day after day was spent at sea, sweeping down into the North Sea hoping to intercept any German effort to interfere with the passage and supply of the BEF.
  On 28 August a major raid was carried out by elements of the Harwich Force, supported by the 1st Battlecruiser Squadron, into the Heligoland Bight. A confused action between the light cruisers of
  both sides was effectively resolved in the British favour by the thunderous intervention of Beattys battlecruisers. Shortly afterwards the Germans ceased their tempting advanced patrols and
  replaced them with massed and impenetrable minefields that almost filled the Heligoland Bight.


  If the opening exchanges of the first month of the war had been unexpectedly restrained, as early as September 1914 it became clear that German submarines were considerably more advanced and
  deadly than had been realized. One signifying moment was the success of the U9 on 22 September in sinking three British cruisers, the Aboukir, Cressy and Hogue,
  that were patrolling, with the utter serenity and over-confidence that only comes with ignorance, off the Dutch coast. The ships were not a significant loss in material terms, but their crews were.
  The death toll was unpalatable in the extreme. The incident showed that no dreadnoughts or battlecruisers could proceed in safety without a proper destroyer screen to keep down
  and harass any lurking submarines. The destroyers, significantly formerly known as torpedo-boat destroyers, were armed with their own torpedoes which could cause havoc in an enemy fleet. The
  extension of their defensive role to provide a constant cover against submarines led to an immediate shortage of destroyers, exacerbated by their limited sea endurance of just three days, in sharp
  contrast to the nine or ten days the ships they guarded could stay at sea. Jellicoe was convinced that the Germans had a clear superiority in the numbers of available destroyers. He was
  deeply concerned about this imbalance and was convinced that in a fleet action that could be initiated by the Germans at their selected moment, the destroyers of the Harwich Force, nominally part
  of the Grand Fleet, were unlikely to be present.


  An even greater cause of concern was the apparent vulnerability to submarines of the Grand Fleets anchorage at Scapa Flow. As it had only recently been designated as a main base, no
  proper defences had yet been built and German U-boats were soon sighted exploring the entrances to the harbour. Submarine alarms were frequent and although they were almost invariably unfounded, no
  chances could be taken. While the proper defences were being put in place to secure Scapa, the Grand Fleet made itself scarce, taking temporary shelter on the west coast of Scotland and even as far
  away as Northern Ireland. It was undignified, but the dreadnoughts were beyond all price. They could not be placed at risk to the depredations of submarine intruders, whose capacity for destruction
  was limited only by the number of torpedoes they could carry.


  Submarines were not Jellicoes only worry. Although on paper the Grand Fleet was apparently superior in numbers of dreadnoughts and battlecruisers, in practice this advantage was whittled
  away in the most unnerving manner. Just as Tirpitz had predicted in the 1900 Navy Act, the Royal Navy, despite all its strength, had many responsibilities to fulfil and it could not concentrate all
  its striking forces in the North Sea at a given moment. Engine problems, the necessity for refits and the sinking of the new dreadnought Audacious by a mine on 27 October left Jellicoe
  with a superiority of just seventeen to fifteen dreadnoughts and a parity of five battlecruisers. As Jellicoe was convinced that German dreadnoughts possessed both better
  armour protection and superior underwater compartmentation, this smallest of advantages was in fact all but nullified. In November 1914 the humiliating British defeat by the German East Asiatic
  Squadron at the battle of Coronel prompted the post-haste detachment of three of the battlecruisers to extract vengeance. The temporary loss of these ships severely tested Jellicoes nerve.
  The return of the battlecruisers in triumph after defeating the German squadron at the battle of the Falklands came not a moment too soon. From that time, early in 1915, the strength of the Grand
  Fleet climbed inexorably relative to the High Seas Fleet as new dreadnoughts rolled off the stocks. Ironically, the Germans reluctance to expose their precious dreadnoughts in the opening
  months of the war robbed them of their only realistic chance for a true naval victory.


  It was against this strategic and tactical background that Jellicoe began to draft and issue formal Grand Fleet Battle Orders to guide and co-ordinate his subordinates in action. It was in this
  exercise that his preoccupations and generally cautious demeanour found their natural expression. His predecessor, Callaghan, had issued little more than a review of the functions of the different
  classes of ships coupled with an injunction for his squadron commanders to use their initiative. Jellicoes approach was markedly different, motivated as he was by an earnest desire to bring
  as high a degree of order as possible to the mad confusions of battle.


  
    
      
        The tactics to be pursued by the different units of the Fleet in action under all conceivable conditions were provided for as far as possible.4


        Admiral Sir John Jellicoe, HMS Iron Duke, Grand Fleet

      

    

  


  Through the Grand Fleet Battle Orders his subordinates would be given their orders in advance; orders which sought to predict almost any eventuality of war and to
  provide ready-made answers. The overall tone was centralist and in this Jellicoe reflected the preoccupations of the Royal Navy. For an organization that worshipped leadership and assigned
  autocratic powers to the admiral in charge, the Royal Navy was remarkably keen on stamping on all signs of individuality in junior officers. From the moment they joined the navy, they were expected
  to fall in line, to excel by devotion to duty and a rigid adherence to orders. Then, on finally becoming an admiral they were miraculously to blossom forth with the instincts,
  insight, daring and command abilities of a new Nelson. In theory Jellicoe recognized that no commander could exercise complete command and control in battle.


  
    
      
        He cannot be certain, after deployment, of being able to control the movements of three Battle Squadrons when steaming fast and making much funnel smoke; with
        the noise and smoke of battle added, the practicality of exercising general control would be still further reduced. It therefore becomes necessary to decentralise command to the fullest
        extent possible, and the Vice Admirals commanding squadrons have discretionary power to manoeuvre their squadrons independently whilst conforming generally to the movements of the
        Commander-in-Chief and complying with his known intentions.5


        Admiral Sir John Jellicoe, HMS Iron Duke, Grand Fleet

      

    

  


  Although the intellectual acceptance of the need for decentralization was therefore clearly made, unfortunately it did not reflect the reality of Jellicoes approach in
  practice. Elsewhere in the Grand Fleet Battle Orders the freedom to launch such independent action was limited by a series of caveats and a list of special circumstances, all of which further
  reinforced the habits of implicit obedience inculcated in his senior officers. This was exacerbated by Jellicoes failure in all the hundreds of exercises undertaken by the Grand Fleet over
  the next few years ever to rehearse the circumstances whereby independent action or manoeuvring might be required by a subordinate officer. The exercises bore more in common with the parade ground
  drill of a regimental sergeant major than the manoeuvring together of a Band of Brothers guided by a common set of principles to a common end.


  The need for control originated from Jellicoes desire to enter combat in a single line of battle. Any encounter would, as far as possible, be fought at long range to
  nullify the threat of torpedo attack and to rely on the massed heavy-calibre guns of the dreadnoughts to pulverize the Germans before closing in for the coup de grce. Line ahead was
  the traditional fighting formation of the Royal Navy and it could not be surpassed in providing an unfettered concentration of broadsides onto the opposing line. It did however presuppose a certain
  amount of co-operation from the opposing fleet. The vagaries of the winds had once limited the manoeuvring possibilities that lay before an admiral, but the onset of steam gave
  them an almost unlimited freedom to pursue any course of action. In particular, it allowed the prospect of a sudden retreat artfully covered by artificially generated smoke-screens.


  Jellicoe was aware that, when battle came, it might be difficult to bring it to a decisive conclusion. Yet he was determined not to take unnecessary risks in trying to secure such a victory. At
  the root of all his tactical thinking was the overall strategic position and his full acceptance of his personal responsibility to his country. Our fleet was the one and only factor that was
  vital to the existence of the Empire.6 The British Empire could not withstand a serious defeat at sea, nor, indeed, could the Allies. Allied
  strategy was underpinned by the command of the oceans guaranteed by the Grand Fleet. Above all, Jellicoe was preoccupied with avoiding serious losses to the Grand Fleet which might occur if he ran
  into some kind of underwater trap. The twin perils of mines and torpedoes filled his waking thoughts. These anxieties were clearly defined in a forceful letter sent to the Admiralty as early as 30
  October 1914.


  
    
      
        The experience gained of German methods since the commencement of the war makes it possible and very desirable to consider the manner in which these methods are likely to
        be made use of tactically in a fleet action. The Germans have shown that they rely to a very great extent on submarines, mines, and torpedoes, and there can be no doubt whatever that they
        will endeavour to make the fullest use of these weapons in a fleet action, especially since they possess an actual superiority over us in these particular directions. It, therefore, becomes
        necessary to consider our own tactical methods in relation to these forms of attack. In the first place, it is evident that the Germans cannot rely with certainty upon having their full
        complement of submarines and minelayers present in a fleet action, unless the battle is fought in waters selected by them and in the southern area of the North Sea. Aircraft, also, could only
        be brought into action in this locality. My object will therefore be to fight the fleet action in the northern portion of the North Sea, which position is incidentally nearer our own bases,
        giving our wounded ships a chance of reaching them, whilst it ensures the final destruction or capture of enemy wounded vessels, and greatly handicaps a night destroyer
        attack before or after a fleet action. The northern area is also favourable to a concentration of our cruisers and torpedo craft with the battle fleet; such concentration on the part of the
        enemy being always possible, since he will choose a time for coming out when all his ships are coaled and ready in all respects to fight. Owing to the necessity that exists for keeping our
        cruisers at sea, it is probable that many will be short of coal when the opportunity for a fleet action arises, and they might be unable to move far to the southward for this reason. The
        presence of a large force of cruisers is most necessary, for observation and for screening the battle fleet, so that the latter may be manoeuvred into any desired position behind the cruiser
        screen. This is a strong additional reason for fighting in the northern area.7


        Admiral Sir John Jellicoe, HMS Iron Duke, Grand Fleet

      

    

  


  He then turned to the actual tactics to be pursued in a battle, deliberately exposing the cautious nature of his plans and virtually inviting the Admiralty either to endorse
  them or sack him.


  
    
      
        If, for instance, the enemy battle fleet were to turn away from an advancing fleet, I should assume that the intention was to lead us over mines and submarines, and
        should decline to be so drawn. I desire particularly to draw the attention of Their Lordships to this point, since it may be deemed a refusal of battle, and, indeed, might possibly result in
        failure to bring the enemy to action as soon as is expected and hoped. Such a result would be absolutely repugnant to the feelings of all British Naval Officers and men, but with new and
        untried methods of warfare new tactics must be devised to meet them. I feel that such tactics, if not understood, may bring odium upon me, but so long as I have the confidence of Their
        Lordships I intend to pursue what is, in my considered opinion, the proper course to defeat and annihilate the enemys battle fleet, without regard to uninstructed opinion or criticism.
        The situation is a difficult one. It is quite within the bounds of possibility that half our battle fleet might be disabled by under-water attack before the guns opened fire at all, if a
        false move is made, and I feel that I must constantly bear in mind the great probability of such attack and be prepared tactically to prevent its success.8


        Admiral Sir John Jellicoe, HMS Iron Duke, Grand Fleet

      

    

  


  In this letter Jellicoe may only have mentioned submarines and the threat of mines laid by minelayers or destroyers, but he was also fully aware of the risk
  of an effective ambush in circumstances of low visibility, or from behind smoke-screens, by massed German destroyers. This was especially the case if his detached destroyers in the Harwich Force
  had been unable to rendezvous with the Grand Fleet before the action ensued. On 7 November 1914 the Admiralty replied, fully endorsing Jellicoes intended actions.


  
    
      
        I have laid before My Lords Commissioners of the Admiralty your letter of the 30th ultimo., and I am commanded by them to inform you that they approve your views, as
        stated therein, and desire to assure you of their full confidence in your contemplated conduct of the Fleet in action.9


        Admiralty

      

    

  


  Jellicoes letter clearly outlined the tactical framework within which any battle would eventually be fought. In understanding what happened when the two fleets ultimately
  met on 31 May 1916, it is essential to keep these principles in mind as they informed and underlay all his actions that day.


  Having defined the parameters within which he would act, Jellicoe began an intensive programme of exercises designed to bring the Grand Fleet to a peak of efficiency. If manoeuvring,
  station-keeping, signalling, gunnery and damage control were the language of naval warfare, then Jellicoe was determined that his men would be fluent in all of them. If the Grand Fleet ever had any
  doubts about their new leader, they were soon washed away by a combination of his transparent decency, manifest competence and evident capacity for hard work. One of the staff he inherited from his
  predecessor was more than impressed.


  
    
      
        Jellicoe worked with an amazing rapidity. When in harbour it was not his habit to sit at his ordinary large writing table, but at a tiny little affair in the middle of
        his cabin. To see him there reading despatches and memorandum, making pencil annotations and corrections, interrupted from time to time by the mass of matters and signals requiring immediate
        action, was to see a man who through years of training and control had brought the power of concentration to a fine art. Physical fitness was combined with this power of
        concentration. In the evenings in harbour he could be seen hard at the ball game, going at it with the terrific energy he put into everything he undertook. The exercise that he got out of a
        game of golf on the Flotta Links is well known ... This physical fitness combined with the mental and moral attributes he so abundantly possessed enabled him serenely to sustain his vast
        responsibilities  responsibilities always great, but greater perhaps in the early stages of the war when so much was in the making. Never did the writer see him out of temper or
        anything but cheerful, and infusing everyone with the joy of carrying out the work in hand. His calm outlook never deserted him. Care and responsibilities were when possible thrown off the
        last thing at night by the reading of thrillers of a particularly lurid description.10


        Lieutenant Commander Roger Bellairs, HMS Iron Duke, Grand Fleet

      

    

  


  This eulogy, which might appear sycophantic, is made real by this last intriguing detail. It does more than anything else to bring Jellicoe to life.


  
    [image: ]

  


  Jellicoe had made it explicitly clear to the Admiralty that it could not command the southern area of the North Sea. That domination had been sacrificed at the moment it was
  decided to enforce a distant rather than close blockade of the German ports. The only dilution of the Grand Fleet was the move of Beatty and the 1st Battlecruiser Squadron to the Cromarty Firth in
  October. This was thrown into high profile by the German decision to launch battlecruiser hit-and-run raids on the British east coast. After the aperitif of a quick raid on Yarmouth on 3 November
  1914, Ingenohl decided to chance his arm further by bombarding Scarborough and Hartlepool on 16 December. The idea was to draw out the Grand Fleet right across a newly laid minefield  just
  as Jellicoe had predicted. But at this point the Admiralty deployed one of the most powerful weapons at its disposal.


  Accurate intelligence of an enemys movements is invaluable in war. In a supreme act of Allied co-operation the Russians had passed to the Admiralty copies of German cipher books and the
  squared charts of the North Sea used by the High Seas Fleet for all positional reports, which they had obtained from the German light cruiser the Magdeburg, run aground on the island of Odensholm in the Baltic off the coast of Estonia. A special group of decoding experts was established under the collective title of Room 40 which soon mastered
  the German signal code and began to forward to the Admiralty Operations Division a constant stream of decoded signal traffic. The Germans changed their code frequently, but a lack of wireless
  discipline, coupled with already identified routine patterns of signals, allowed the decoders to track their every twist and turn right through the war. This intelligence coup was further backed up
  by the establishment of a series of directional-finding wireless stations along Britains east coast, which could accurately pinpoint the position of German ships every time they used their
  wireless. This information was also channelled through Room 40 to the Operations staff. The challenge lay in using these intelligence sources effectively without jeopardizing their continued
  provision. If the Admiralty did not preserve absolute secrecy relating to the activities of Room 40, then the Germans would inevitably change their wireless protocol and codes so radically that all
  the advantage would be lost.


  It is perhaps ironic that the first major operational use of this gold-mine of information nearly led a part of the Grand Fleet to disaster. On 14 December the Admiralty was made aware that the
  1st Scouting Force commanded by Admiral Franz von Hipper would set off on 15 December 1914 to carry out a further raid on the vulnerable east coast of England. It therefore ordered Jellicoe to
  intercept the German ships by sending Beattys battlecruisers accompanied by the detached Second Battle Squadron of six dreadnoughts  a more than adequate force to deal with five
  German battlecruisers. Jellicoe wanted to send the whole Grand Fleet, but the Admiralty prevailed and so the trap was set to catch the German battlecruisers off the east coast at dawn on 16
  December. Unfortunately, it was the British who almost trapped themselves. Room 40 did not in fact know the whole story. They did not realize that Ingenohl intended to bring out the whole High Seas
  Fleet in support of
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