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Introduction

Introduction

Iver C. Weilbach & Co. A/S is one of the oldest existing maritime
suppliers in the world and this book presents the company's history.
Iver C. Weilbach & Co. A/S (or 'Weilbach' in short) was established in
1755 and this book analyses the development of the company from
its founding to the present. It focuses both on the employees and
the management of the company, and asks how and why the
company was able to transform its business. More generally, it
examines how Weilbach was able to survive and adapt to more than
two and a half centuries of fundamental technological and
commercial changes in the maritime world. Most maritime suppliers
have proved to have far less enduring business models.
No company exists in a vacuum and the Weilbach story only makes
sense in a broad maritime and societal perspective. For that reason,
this book puts Weilbach’s development into a general perspective,
focusing on fundamental and long-term changes in the maritime
world since the mid-eighteenth century. Weilbach has depended
strongly on developments in the shipping industry and ship building,
both in the Danish home market and abroad. Historically, Denmark’s
maritime industries were and remain diverse; including large
shipping companies, numerous ship builders, and a large group of
maritime suppliers, ports etc. – this book links Weilbach’s
development to the development of the other maritime activities.
The historical relations between Danish maritime suppliers, shipping
companies and ship builders have never been thoroughly analysed
before. This book fills this gap, by analysing almost 260 years of
maritime history seen from the perspective of Weilbach, a key
maritime supplier.

Content is structured chronologically, and each chapter takes its
starting point in the general development trends in shipping and
ship building. Each chapter focuses on Danish as well as
international development from an economic, social, political and
technological perspective and asks how international changes
influenced the business of shipping, ship building and maritime
suppliers in Denmark. Moreover, each chapter digs into the
Weilbach story, analysing the business model of the company and
the fundamental changes in the working conditions of Weilbach’s
employees and managers. The book is divided into eight chapters,
based on the major phases in Danish maritime history and the
specific development of Weilbach.
The two key sources for this book are Weilbach’s own business
archives and the archive of a maritime Guild, which organised the
businesses of maritime suppliers in the Danish capital,
Copenhagen, in the eighteenth and nineteenth centuries. For the
period after 1910, Weilbach’s own archives are comprehensive and
offer detailed information on the development of the company's
business model, the company’s activities and its employees. It
contains letters, internal Board minutes and accounts, which are
ideal sources for the study. Publicity material and customer lists are
well preserved and also reveal important information about the
company’s business changes. Interviews with former employees
have also provided relevant information about the development of
the company from the 1960s onwards. Unfortunately, Weilbach’s
archival material from the period prior to 1900 was lost in a fire in
1997.
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For the period from 1755 to the 1850s, a very comprehensive
archive from a maritime Guild of Copenhagen, The Flag, Sail and
Compass Makers Guild (Københavns Flag-, Sejl- og
Kompasmagerlav), is preserved in the Town Hall archives of
Copenhagen. The Guild organised the work of all makers of flags,
sails and nautical instruments, such as magnetic compasses, in the
Danish capital in this period. It had a monopoly on the market, and
therefore Board minutes from the Guild and member lists are ideal
sources for the study of maritime suppliers in the eighteenth and
nineteenth twentieth century. Weilbach, one of the largest sail and
nautical instrument makers in Copenhagen, played a key role in the
Guild during most of this period. It is thus possible to follow
Weilbach's development through the Guild archive.

contains relevant information for understanding the early history of
Weilbach. The same goes for another small book, published by
Johannes Philip Weilbach in 1941 on the history of Copenhagen's
Flag, Sail and Compass Makers Guild. Finally, more general works on
Danish and international maritime history are relevant, because they
provide a broader context for the Weilbach story.

On several occasions, Weilbach has published small books on its
history. Despite the lack of references, these books are useful for
understanding the development of Weilbach’s business. Two small
books, dating from 1930 and 1955 respectively, were published by
Carl V. Sølver, Weilbach’s Managing Director at the time. Sølver, who
published extensively on maritime history, had access to Weilbach
source material which was lost in the 1997 fire and therefore had
some more detailed sources available which no longer exist. In
particular, Sølver’s sources for the early development of Weilbach
were more comprehensive. In 1955, Johannes Philip Weilbach
published a book about the history of another sail making company,
J.S.V. Weilbach, which was established in 1887 in a demerger from
Weilbach. Johannes Philip Weilbach’s book also deals with the
history of Weilbach in the eighteenth and nineteenth centuries and it
4

1750 — 1807
Growth in Denmark’s
maritime businesses

1750 — 1807

Denmark and maritime
businesses of the 1750s
When Weilbach’s business was established in 1755, Denmark was a
small European state. Compared to large and powerful countries
such as France and Great Britain, Denmark was a weak power. The
country covered a large, but relatively sparsely populated area.
Denmark was ruled by an absolute monarch and was part of a
multinational state, which consisted of present-day Denmark,
Norway, Schleswig-Holstein (which is now the northern part of
Germany) and the North Atlantic islands of the Faroes, Iceland and
Greenland. The absolute Danish King also ruled over a number of
tropical colonies. The Caribbean islands of St. Croix, St. Thomas and
St. Jan (which are today known as the US Virgin Islands) and
Trankebar on the southeast coast of India, were the most important
of such Danish colonies.
The area that roughly corresponded to present day Denmark had a
population of approximately 760,000 people, which contrasts with
the 2012 population of approximately 5.6 million people. In 1755
most of the population lived in the countryside and worked within

Danish agriculture. Copenhagen, the Danish capital, had a
population of approximately 81,000 people and covered an area
equal to the present city center.
Even though agriculture played a key role in the Danish economy,
shipping was also an important source of income in several Danish
communities. Copenhagen itself was heavily influenced by shipping
and maritime activities. It served as the base for the large Danish
navy – naval shipyards and accommodation for naval crews and
officers were very visible within the city. Along the canals of
Copenhagen and in the suburb of Christianshavn, ships loaded and
unloaded cargoes for or from domestic ports as well as European
and Overseas destinations. Ship building for the merchant marine
was also a significant employer in Copenhagen and Copenhagen’s
Overseas trades with the colonies started a long period of growth
from the mid-eighteenth century.
Danish historian, Ole Feldbæk, has analysed trading patterns in the
Danish merchant marine in the eighteenth century, and his work
presents a detailed view of Danish shipping at the time when
Weilbach entered the maritime supply business. Feldbæk
distinguishes between the provincial fleets from small provincial towns
and the fleet from the capital, because the two were markedly
different. The provincial fleet focused on domestic trades, whereas the
capital’s fleet had a much broader range of activities, sailing to the
North Atlantic islands, Western Europe, Mediterranean destinations
and Overseas, both to the Caribbean, India and China.(1)

1. Feldbæk 1997, p. 14-58.
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Map of Copenhagen dating from approximately 1750. North is on the left-hand side of the map (National Library of Denmark).
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Christianshavn, the eastern part of Copenhagen, around the time of Weilbach’s founding (Maritime Museum of
Denmark).

The provincial fleet consisted of several types of sailing vessels, and
trade started to grow in the 1740s, causing the domestic fleet to
double in the following fifty years.(2) The Copenhagen fleet sailed to
more distant destinations in the North Atlantic, bringing grain and
other supplies to the north and returning with fish, wool products
and whale and seal blubber. The North Atlantic trade played an
important role in keeping the vast Danish empire together. The
European trades, to destinations in France, the Netherlands, Great

Britain and the Mediterranean, were also important to Copenhagen
ship owners.
Since 1672, Denmark held three Caribbean colonies, and Trankebar
in India dated back to 1620. With respect to the colonial empire,
Denmark resembled the large European powers such as France, the
Netherlands and Great Britain, even though Danish possessions
were of a much smaller scale. Danish vessels also engaged in

2. Møller 1981, p. 29.
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shipping to and from colonies. Danish vessels transported slaves
from the Danish King’s small African fort, Christiansborg on the Gold
Coast, to the West Indies, where slaves worked on sugar plantations.
Danish ships also transported sugar from the plantations to Danish
consumers. Ships from Copenhagen also participated in other
complex, Overseas trading networks, bringing tea, spices, silk and
porcelain from China and cotton from India to Europe. In the 1750s,
the Danish Overseas trades were organised in companies which
held monopolies on the trades in different parts of the world. The
largest company, the Asiatic Company (Asiatisk Kompagni), held a
monopoly on trade to the east of the Cape of Good Hope, including
India and China. Similarly, the West Indian-Guinean Company
(Vestindisk-guineisk Kompagni) organised the Danish trades
between Africa and the West Indies and also administered the
Danish Caribbean colonies for the King at the time.
The economic significance of the Overseas trades to Copenhagen
was very high, being an important source of income for many Danish
merchants. Moreover, ship building and other maritime suppliers
also belonged to the maritime businesses in Denmark, and the
growth in shipping cascaded down to the onshore, maritime
suppliers. The relations between shipping and its suppliers has not
yet been thoroughly investigated by maritime historians, even though
it is clear that ship building, ship maintenance and ship repair both
for the merchant marine and the navy were labour intensive
activities. Moreover, the ships and their crews required diverse
supplies, including food and drink provisions and flags, sails and
compasses. The growth of Danish shipping, both in the domestic

An old version of the Weilbach trade
mark showed a stylised version of
the ‘Nellebladet’. It was used until
2006.

A new version of the Weilbach’s
trade mark was developed in 2006,
but the ‘Nellebladet’ was retained.

and Overseas trades, also translated into extra work for ship builders
and the diverse group of suppliers. Weilbach’s business was
founded in 1755 on this basis, by a man with a nautical background,
Iver Jensen Borger.
Iver Jensen Borger’s life and career were closely related to the
development of the Danish colonial trades. Born in present-day
Holstein in 1722, Iver Jensen Borger later moved to the Danish
capital. From 1751 to 1754, he worked onboard the East Indiaman
'Nellebladet', which sailed from Copenhagen to Trankebar. Upon his
return to Copenhagen in 1754, Iver Jensen Borger established a
flag, sail and compass making business and thus laid the
foundations for present-day Weilbach.
It was common for young flag, sail and compass makers to go
abroad after completing their apprenticeship (svendestykke).
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Original deck plan from the ‘Nellebladet’ (Danish National Archives: Søetatens
Tegningssamling a1189d).

The Danish Indian colony of Trankebar around 1750. A Danish East Indiaman
is visible on the left hand side of the painting (Maritime Museum of Denmark).

General arrangements for the ‘Nellebladet’, which carried Iver Jensen Borger on a voyage to the Danish tropical colony of Trankebar from 1751 to 1754 (Danish
National Archives: Søetatens Tegningssamling a1204c.).
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Typically they worked onboard large merchant vessels in the
Overseas trade, maintaining and repairing sails and nautical
equipment while the ship was en route. On the long sea voyages,
sails often needed regular maintenance and therefore it was
practical to have sail makers onboard.

onboard, and the purpose of the trip was to improve Danish trading
conditions in India. Even though the voyage was not very successful
in this regard, it clearly made a lasting impression on Iver Jensen
Borger. Upon his return to Copenhagen, he was able to establish his
own flag, sail and compass making business.

Life onboard East Indiamen in the mid-1700s has been thoroughly
analysed by Danish maritime historians.(3) Often voyages to China
would last between 18 and 19 months and voyages to India were
slightly shorter. Voyages, passing the Cape of Good Hope, depended
on prevalent winds and were timed accordingly. Usually a ship would
sail from Denmark around New Year in order to benefit from the
summer monsoon in the Indian Ocean. The risks of going aground
were greatest in winter when ships navigated in the Kattegat, the
Skagerrak, the North Sea or the North Atlantic, relatively close to
home. Crews ran the risk of scurvy and various tropical diseases
such as malaria, when vessels entered tropical waters. Research on
the mortality of Danish crews shows that in the eighteenth century,
tropical diseases no longer decimated crews as it had done
previously. By that time, Danes had managed to build considerable
know-how in the Overseas trades.(4)
Iver Jensen Borger, Weilbach's founder, worked onboard the
‘Nellebladet’ before establishing his own business in 1755. The
‘Nellebladet’ was built in Copenhagen in 1747 as a naval vessel,
equipped with 50 canons.(5) It was acquired by the Asiatic Company
in 1751 and departed to Trankebar. A crew of 300 men was engaged
3. Gøbel 1978; Gøbel 1979; Gøbel 1993.

4. Gøbel 1979.

5. Klem 1986 vol. II, p. 226-7.

A statue of the Danish King, Frederik the Fifth, was made by the French
artist J.F.J. Saly in 1770 and placed in front of the present Royal Palace.
It was paid for by the shareholders in the Asiatic Company and
presented as a gift to the monarch. It demonstrated the wealth created
by the Overseas trade at the time (René Taudal Poulsen).
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A Danish flag of
convenience

The voyage of the ‘Nellebladet’ to Trankebar is just one example of
the expansion in Danish shipping after 1750. In the following
decades, Denmark grew into a leading player in European shipping,
only surpassed by Great Britain, France and the Netherlands, which
had much larger colonial possessions than Denmark. To use a
modern expression, Copenhagen became a shipping centre. Ole
Feldbæk calculated that Copenhagen had the largest fleet per
capita of any European city in 1786.(6)
Danish shipping, in particular Copenhagen based shipping,
benefitted from the development in international freight markets. As
always, freight rates fluctuated, but the period from 1750 to 1807
can be roughly divided into two distinct phases: The first phase,
6. Feldbæk 1993, p. 147.

which lasted from approximately 1750 to 1778, was characterised
by relative stability in the fleet, whereas the second phase, from
1778 to 1807, was one of rapid growth. The latter period is also
known as the halcyon days of Danish foreign trade (Den florissante
periode).
In the latter half of the eighteenth century, Denmark was a small
European power, but due to its neutral status was able to utilise this
position commercially. During the Napoleonic Wars in the late
eighteenth and early nineteenth centuries the major European
powers, notably France, Great Britain and the Netherlands, engaged
in hostilities, which disrupted international trade. Danish shipping
and merchants, however, benefitted from Denmark’s neutral status
during this period. The Danes continued the profitable Overseas
trading, and merchants from the belligerents transferred vessels to
the Danish flag, registering their ships in Copenhagen. Thus, the
Danish flag was used as a 'Flag of Convenience', and Copenhagen
shipping boomed accordingly. Danish politicians recognised these
practices and were well aware that Continental merchants’ use of
the neutral Danish flag provoked Great Britain, which tried to block
Continental enemies’ Overseas trade. From 1798 Danish naval
vessels started convoying in the North Sea to support
Danish-flagged merchant vessels against hostilities from the fighting
countries. Ole Feldbæk has characterised the Danish foreign policy
during this period as one driven by “greed”, because the Danish
quest for Overseas trade favored merchants from fighting countries
on the Continent.(7)

7. Feldbæk 1993, p. 157; Feldbæk 1997.
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Warehouses in the Copenhagen port were tailored to cater for the Overseas trade. Today the house in the picture, which is known as Eigtved’s
Wharehouse houses the Danish Ministry of Foreign Affairs (Maritime Museum of Denmark).

A fight between a Danish frigate, the 'Freya', and British frigates in the English Channel in 1800 after the British had tried to stop a convoy of Danish
vessels (Maritime Museum of Denmark).
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Danish ship building and
ship building policies
during the eighteenth
century
In the latter half of the nineteenth century, the Danish merchant
fleet expanded in both numbers and tonnage. This growth cascaded
onto maritime suppliers, including the makers of flags, sails and
nautical instruments. The development in shipping freight markets,
however, was not the only factor determining business opportunities
for Danish maritime suppliers. For some suppliers, the location of
ship building was also a key issue. For vessels built abroad, many
supplies most probably came from local supplier bases close to the
ship builders. The relations between ship building, suppliers and
local employment have not, however, been properly examined yet.
Despite the boom in shipping under the Danish flag, Danish ship
building did not follow the same growth trend. In the eighteenth
century, a divide between Danish ship owners and ship builders
developed, which was reflected in a disagreement on Danish ship
building policies.(8) The key issue was whether the Danish
government should support and protect Danish ship builders or not.
Clearly this was what ship builders argued for, but these aims
clashed with the needs of the ship owners, who wanted access to
8. The following is based on Feldbæk 1997, p. 144-56. See also Klem 1986 vol. I and II.

cheap, new vessels both from domestic and foreign ship builders. In
the period 1776-83, ship builders had the upper hand with regard to
the government’s ship building policy. In 1776 a new code to
“promote domestic ship building in Denmark and Norway” was
enacted.(9) The aim was to expand the domestic ship building
capacity, in particular in Copenhagen. An import tariff was imposed
on new ships from foreign ship builders. Moreover, the government
gave financial support to Danish ship builders.
Despite the government’s ship building policy and the establishment
of new yards, Danish ship building started to lose its market share
during the 1780s. New vessels for Copenhagen owners were
increasingly built abroad and in a long-term perspective the 1776
code failed to achieve its aims. The import tariff was also abolished
after some time. Though re-imposed at a later time, the rules did not
have a lasting effect on Danish ship building. From the mid-1780s,
Danish ship owners gained the upper hand, arguing forcefully for a
liberal policy. In order to fully utilise the boom of neutral shipping,
Danish ship owners quickly needed access to additional tonnage
from foreign shipbuilders. Danish owners could not wait for the
delivery of new, high-cost vessels from just Copenhagen ship
builders. After 1780 Danish shipping and in particular the
Copenhagen-based ship owners profited from the international
boom, based on vessels built abroad. Some Copenhagen ship
builders ceased because high costs eroded their competitiveness.
Often new Danish vessels were acquired from Sweden, Finland,
Pomerania or North America.

9. Klem 1986 vol. I, p. 138-40.
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Shipyards at Wilders Plads in Copenhagen in 1777 (Maritime Museum of Denmark).
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Growth among maritime
suppliers

the twelfth century, when it was used in the Mediterranean.(11) In
the mid-eighteenth century, approximately 50 men engaged in the
production of flags, sails and magnetic compasses in Copenhagen.
On October 27th, 1741, they established the Copenhagen Guild for
Makers of Flags, Sails and Compasses.(12)

While Danish ship building struggled after 1780, Danish maritime
suppliers seemed to fare better. It is feasible to analyse the
development for the suppliers in Copenhagen based on the archive
of the Copenhagen Guild for Makers of Flags, Sails and Compasses.
The members of the Guild held a monopoly in these trades. The
Danish guild system dated back to the Middle Ages, and other
craftsmen, such as blacksmiths and shoe makers, were also
organised in guilds which held monopolies within their respective
fields. The main aims of guilds were to provide a proper education
for the young, manage the labour market and ensure high product
quality. Moreover, the guilds had a social security function,
supporting members and their families in difficult times. The guilds
also provided support to families for funerals.(10)

Clearly the Copenhagen flag, sail and compass makers, including
Weilbach, profited from the growth of Copenhagen’s Overseas
shipping in the 1780s and 1790s, and did not suffer from the
decline of ship building in the capital. Indeed, the number of Guild
members doubled from 1780 to 1795 despite the contraction of
Copenhagen ship building.(13) Apparently, development of the
maritime suppliers followed the growth trajectory of Danish-flagged
shipping, rather than the stagnating ship builders. Both the building
of new vessels and the repair and maintenance of the existing fleet
employed suppliers. For the maritime suppliers, vessels from
Overseas destinations, which arrived in Copenhagen, served as a
major source of employment.

As the name of the guild reveals, the members of the Copenhagen
Guild for Makers of Flags, Sails and Compasses produced flags, sails
and nautical instruments. Magnetic compasses were the main
nautical instrument produced by the Guild members – they had
engaged in this activity for centuries. It remains a mystery when
production of magnetic compasses started in Denmark, but the
history of the magnetic compass can be traced back to at least to
10. Johs. Ph. Weilbach 1941; Dybdahl and Dübeck 1983.
Svendeprotokoller, 1759-1845.

The growth of the maritime suppliers is evident from Figure 1, which
shows the ups and downs of the group from 1761 to 1860. The
figure is based on two sources, the apprentice list
(Svendeprotokoller) from the Guild for the period 1761 to 1845 and
the Copenhagen Police employment statistics for the capital,
covering the period from 1826 to 1860. For the overlapping years,
the two sources are not in complete agreement, but they do show
the same overall trends. From 1760 to 1780 approximately 40 men

11. Thirslund 1987; Bill, Poulsen, Rieck and Ventegodt 1997, p. 178, Gurney 2004.

12. Johs. Ph. Weilbach 1941.

13. Copenhagen Town Hall Archives:
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were engaged in the Guild, then the rapid growth started and the
number of members tripled in twenty years’ time.
The Danish provincial fleet also expanded during this period, and
counted several hundred vessels. In general these vessels were
smaller than the Copenhagen vessels, but they also needed supplies,
such as flags, sails and magnetic compasses. The provincial fleet
mainly engaged in domestic trades or the Baltic and North Seas
trades, and hence, they were often closer to home than the Overseas
vessels from Copenhagen. The scale of the supplies to the provincial
and domestic fleet remains under-researched, but it is reasonable to
assume that it employed a large group of people in local Danish
maritime communities.(14)

Figure 1. Number of active flag, sail and compass makers in Copenhagen,
1760-1860, as indicated by the Guild membership lists and Copenhagen
Police’s artisan statistics.(15)

A compass and binnacle produced by Weilbach (Casper Helmer).

14. Møller 1981, p. 65; Møller 1988, p. 99-118. 15. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1845; Regnskaber, 1826-62: Generaltabel over Laugenes Interessenter og Mestere samt Svende og
Drenge i Kjøbenhavn (Københavns Politikammer).
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A Dutch sail maker at work around 1850 (Maritime Museum of Denmark).
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A compass (kronekompas) produced at Iver Jensen Borger’s shop in 1760. It
was used in the captain’s cabin and allowed the captain to follow the
position of the vessel when he was below deck.

Compass rose from a compass produced at Iver Jensen Borger’s shop,
approximately 1760.
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Work in the Guild

The archives of the Copenhagen Guild for Makers of Flags, Sails and
Compasses contain relevant information on the life of the maritime
suppliers in the late eighteenth and early nineteenth centuries. A
new Guild code to regulate Copenhagen guilds was enacted by the
Danish King on March 21st, 1800. It is kept in the Guild
archives.(16) It reveals some of the common conflicts within the
Guild and shows power struggles between Guild members. The code
was enacted, because “in most Guilds various abuses are common
and they have a negative influence on this urban group morally and
economically. They also serve as barriers to progress…”(17) In other
words, the code enacted rights and obligations within the guilds. In
particular the relationship between master craftsmen
(håndværksmestre), artisans (svende) and apprentices (drenge) was
thoroughly described.

In order for an apprentice to advance to artisan status, he had to
successfully complete his apprenticeship. Artisans also had to
demonstrate their qualifications at an exam in order to advance to
the position of master craftsman. This formal education took place
within the guild system and apprentices worked for masters for a
certain period of time before they were able and allowed to complete
their apprenticeship. Around the year 1800, approximately one
Copenhagen maritime apprentice finalised his apprenticeship per
year.(18) Masters were responsible for providing sufficient education
and training. If they did not do so, they were fined 50 Rigsdaler, to be
paid to the poor of the city of Copenhagen.(19)
There was no formal requirement for people to go through the
traditional educational hierarchy in order to reach the position of
master or artisan. If a man had gained sufficient qualifications in
learning by doing, or if he had moved to Copenhagen from another
place without guilds, he only needed to demonstrate his
qualifications in Copenhagen in order to achieve the master or
artisan title.(20) What this involved in practical terms is not evident
from the 1800 code, but an older membership rule from the Guild,
dating from 1741, reveals some relevant information. In the 1740s, a
master craftsman should be able to produce at least three types of
sails, various types of flags and magnetic compasses (including
compass roses and binnacles, which housed magnetic compasses
onboard ships).(21)

16. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800. 17. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800,
p. 3. 18. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1816. 19. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 14. 20. Copenhagen
Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 7-8. 21. Laugs-Artikler for Segl- Flag- og Compass-Magerne udi den Kongelige Residentz-Stad Kiøbenhavn, 27. oktober
1741 reproduced by Johs. Ph. Weilbach 1941, p. 46-59.
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The code of 1800 contained several clauses that regulated the
relationship between artisans and masters. Apparently, this was a
relationship with potential for conflict. Both parties were free to
make an employment contract that had to be written and read aloud
before it was signed. Some people could not read and therefore the
contract was read aloud. Usually standard employment contracts
were used. If one party broke the contract, he was fined. For
instance, if a master fired an artisan without prior notice, he had to
pay the artisan 2 Rigsdaler until the expiry date of the contract. An
artisan, on the other hand, would go to jail for four days if he broke
the contract before expiry. The master was also entitled to a
compensation for the economic loss that he had suffered from the
artisan’s act.(22) It is impossible to know how frequently such
disagreements occurred, but the fact that the code specified what to
do in this case, demonstrates that it did occur. Otherwise, there was
no reason to write it in the code.
The code also mentioned problems related to unemployed artisans.
In some cases, artisans were unable to find employment in
Copenhagen and had to move elsewhere. Apparently, some masters
made agreements about not employing individual artisans. If the
artisan was unable to find a job in Copenhagen despite his
qualifications, he was allowed to set up his own business as a
so-called free master (Frimester) in the city and masters who had
agreed not to employ the qualified artisan were fined 50 Rigsdaler.

On the other hand, groups of artisans could also conspire against
individual masters, who would then be unable to hire anybody. Such
agreements were against the law, and if convicted, the initiator of
such practices would have to spend two years in jail
(Forbedringshus). In other words, the code had a rationalist aim of
regulating the labour market, in order to prevent personal conflicts
from bringing together artisans and masters.
Rationalist ideals of the period prevailed in the code, which specified
that everybody was entitled to work regardless of family background.
A master could not demand to see an artisans’ baptism certificates
in order to assess if their parents were married at the time of birth
(ægte Forældre). It was irrelevant “… because rationality shows that
honest and competent artisans deserve public recognition
regardless of their birth and/or parents’ background.”(23) This rule
demonstrates a clash between rationalist ideals of the period and
older ideals against children, who were born before marriage.
According to the code, discrimination against an artisan, born by an
unmarried or single mother, was illegal. It was also illegal for
colleagues to discriminate against each other for such reasons. In
the latter case, colleagues were sentenced to four days in jail.(24)
Sometimes relations between artisans and masters could be tense.
The code specified that masters had to treat their artisans decently
and kindly. On the other hand, artisans were required to show

22. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 5-6. 23. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn,
22/5-1800, p. 8. 24. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 8-9.
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respect for their masters and act according to their masters’
demands.(25) It is difficult to know exactly what this meant, but the
code does mention some examples of disagreements between the
two groups. If a master swore at an artisan, he was fined 2
Rigsdaler. Physical assaults of artisans by masters were illegal. In
such cases, masters would be convicted as any other person who
committed such an assault. If an artisan sneered at his master, he
could be sent to jail for up to four days. If an artisan physically
assaulted his master, he could be convicted to two months in jail. In
cases of self-defense, however, artisans would not be convicted.(26)
It is difficult to know how frequently such episodes occurred, but it is
clear that they did. Otherwise such a rule would have been
superfluous. Obviously such episodes would influence the working
environment and also the quality of the flags, sails and instruments
produced, and it is reasonable to assume that most conflicts were
solved before they developed into physical conflicts.
The hierarchy within the Guild and between masters, artisans and
apprentices was clearly visible in the code. It depended on age,
seniority and qualifications. Artisans were the youngest group,
belonging to the bottom of the hierarchy. Artisans had the right to act
as bosses of apprentices, if masters had entitled them to this.
However, artisans were not allowed to punish apprentices physically
without the prior permission from masters.(27)

In case of a master’s death, the widow was entitled to continue the
business of her husband. The Guild would assist the widow in
engaging an artisan, who could step in and continue the
business.(28)
The code also specified the requirements for artisans who wanted to
establish their own business as free masters. All artisans could do
so after four years, by paying the authorities half the amount that a
full master was supposed to pay for the title.(29) The occupation as
free master, however, was not as prestigious as the full master
position, and free masters were only allowed to supply flags and
sails to small boats and open vessels. Large, decked vessels, the
largest group of customers for the maritime suppliers, were reserved
for masters.(30) Despite the restrictions in the activities and
markets for free masters, this new rule and new occupational group
within the guild system represented a gradual liberalisation of the
artisan labour market. Henceforth the free master rules made it
easier for artisans to set up their own businesses.(31)

25. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 11. 26. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn,
22/5-1800, p. 11. 27. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 14. 28. Copenhagen Town Hall Archives: Forordning angående
Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 13. 29. Copenhagen Town Hall Archives: Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 16. 30. Copenhagen Town Hall Archives:
Forordning angående Håndværkerlaugene i Kiøbenhavn, 22/5-1800, p. 18. 31. Feldbæk 1993, p. 184; Hastrup 1979, p. 62-3.
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Career paths for makers
of flags, sails and
compasses

Flag, Sail and Compass makers

All crafts

Number of Number of Per cent of Number of
apprentices apprentices total
apprentices
per master number of
apprentices

Number of
apprentic
es per
master

2,501

1.1

1743

In terms of organisational structures, the Copenhagen Guild for
Makers of Flags, Sails and Compasses resembled the other guilds in
the city. However, it differed in several other respects. Table 1, which
shows the number of apprentices per guild in selected years
between 1743 and 1860, can reveal some of these differences. The
general growth of the city of Copenhagen in this period is clearly
evident. The population of the city expanded as did the demand for
artisans. However, the group of makers of flags, sails and
compasses expanded more rapidly than the average for the city.
In 1771, 41 artisans were engaged in the Guild for Makers of Flags,
Sails and Compasses, but the number had increased to 103 in
1798. Compared to the total number of artisans, this is a relatively
low number. In 1771, only 1.3 percent of the total were engaged as
makers of flags, sails and compasses, but 27 years later the share
had increased to approximately two per cent. The absolute and
relative expansion of the group reflected the boom of shipping.

1771

41

1.3 %

3,051

1.2

1798

103

2.0 %

5,037

1.4

1826

76

7.6

1.7 %

4,599

1.2

1833

64

5.8

1.3 %

4,900

1.2

1840

49

4.9

0.9 %

5,532

1.0

1845

68

8.5

1.0 %

6,662

1.2

1850

100

14.3

1.4 %

7,088

1.1

1855

95

15.8

1.0 %

9,152

1.4

1860

81

7.4

1.0 %

8,056

1.3

Table 1. Number of artisans in Copenhagen. Selected years, 1743-1860 (32)

Shipping and the maritime suppliers expanded more rapidly than
most other businesses in Copenhagen before 1807.
Artisans’ career paths are evident in the member list of the Guild,
and differences from other occupations are evident.(33) For most

32. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1845; Regnskaber, 1826-62. Generaltabel over Laugenes Interessenter og Mestere samt Svende og Drenge i Kjøbenhavn (underskrevet og trykt af
Kjøbenhavns Politikammer, 1825-60); Feldbæk 1993, p. 136. Before and after 1836 statistics are not directly comparable due to definitional changes. 33. Copenhagen Town Hall Archives: Svendeprotokoller,
1759-1845.
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The wear and tear of sails caused a continuous need for repairs and sail makers often travelled and worked onboard the large sailing vessels. In this case the
crew is trying to recover sails onboard the training vessel 'Joseph Conrad', which was built in Copenhagen in 1882 and was originally named the 'Georg
Stage' (Maritime Museum of Denmark).

The East Indiaman 'Roepstorf' of Copenhagen with all sails set in approximately 1780 (Maritime Museum of Denmark).

1750 — 1807

makers of flags, sails and compasses, they made a life-career in the
maritime supply business. This in itself was not surprising, but their
career was often more diverse than in other occupations. After
completing their apprenticeship, many embarked on a position at
sea. They would practice their profession onboard a large merchant
ship, exactly as Iver Jensen Borger had done in 1751 when he sailed
on the 'Nellebladet'. Often the voyages had Overseas destinations in
the Americas or Asia, or as the Guild member lists stated – in East
and West India. Many chose to stay at sea for the rest of their career
and in these cases they often died in places very distant from
Denmark.

average it took those who did eight years to reach this position.
Some did it quicker, in only five years – the longest period was 16
years after completion of apprenticeship.
With regard to typical career paths, the makers of flags, sails and
compasses also differed from other occupations. In many guilds, it
was common to end the career in a position as master. As Table 1
indicates, the average ratio of master to artisan was 1:1.2, but for

The Guild member lists can present a few examples of career paths
in the late eighteenth century. For example, Lorentz Haagen Bolt,
who was educated with Master F.A. Bang in Copenhagen in March
1797, sailed to Asia after his apprenticeship. Upon his return to
Copenhagen two years later, he got employment with Iver Jensen
Borger. In February 1802, however, the membership list stated that
he had died in Batavia (in present-day Indonesia), after being
employed on an East Indiaman.(34)
Niels Andersen is another example. In 1778 he appeared on the
membership list for the first time, and he did five trips to Asia
between 1785 and 1799, and died on the last voyage to China.(35)
Obviously, many settled in Copenhagen after some years at sea, but
only a small group managed to advance to a master position. On
34. Copenhagen Town Hall Archives: Svendeprotokol, 1759-1816, p. 107.

A group of sail makers at work. The picture was taken in H.J. Petersen’s
shop in Elsinore around 1890, but the technology pictured was much older
(Maritime Museum of Denmark).

35. Copenhagen Town Hall Archives: Svendeprotokol, 1759-1816, p. 122.
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the maritime suppliers it was more difficult for artisans to make it to
the master position. Between 1761 and 1845, the membership lists
from the Copenhagen Guild for Makers of Flags, Sails and
Compasses only mention 21 artisans who established their own
businesses as masters, and three of these had moved from
Copenhagen to other cities to set up businesses. The reasons why
so few artisans became masters are difficult to establish, but it
seems reasonable to assume that it was at least partly due to the
complex nature of their work. When a master received an order for
sails and other supplies from a large East Indiaman, he would most
probably need a fairly large labour force to complete the order. A
master with only one or two artisans would not be able to do so.
Hence masters with a relatively large work force may have been able
to do the work more rationally than masters with small work forces.

28

1750 — 1807

Borger’s business

Upon his return from Trankebar to the Danish capital, Iver Jensen
Borger had established his own flag, sail and compass maker
business in the Copenhagen maritime suburb of Christianshavn.
Apparently his business thrived during the boom years in the last
two decades of the century. For some time, Iver Jensen Borger
served as head of the Guild, which indicates that his business was
probably one of the leading maritime suppliers in Copenhagen at the
time.(36)
Borger’s business was sound and he passed it on to his family, when
he died in 1799. His son-in-law, Johan Philip Weilbach, took over the
business and thus introduced the name Weilbach, which has
remained ever since. Less than two years after his takeover of the
business, Johan Philip Weilbach decided to move the business to a
new and central location in Copenhagen, a group of buildings known
as the 'Six Sisters'. The neighbour to the 'Six Sisters' was the famous
seventeenth century Stock Exchange (Børsen). Weilbach remained
in this location for the next one hundred years.(37)
36. Johs. Ph. Weilbach 1955, p. 10-6.

The building in the middle housed Iver Jensen Borger’s shop and
home in Christianshavn (Iver C. Weilbach & Co. A/S).

37. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1845, Sølver and Svarrer, 1930; Johs. Ph. Weilbach 1955, p. 10-6.
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Weilbach’s shop was located in the 'Six Sisters', to the very left of the picture, from 1801 to 1901.

The 'Six Sisters', which housed Weilbach’s shop for one hundred years.

1807 — 1814
The Napoleonic wars

1807 — 1814

The effect of the
Napoleonic wars on
Danish shipping
In the last two decades of the eighteenth century and the first years
of the new century, a battle took place between the major European
powers, Great Britain, France and Russia. Denmark had managed to
remain neutral and had benefitted in terms of trade, but could not
continue its neutrality in the long run.
The first suggestion of war came to Denmark in 1801, when
Denmark had to balance between the interests of Russia and Great
Britain. The British demanded Danish support, but the Danish
government refused, as they feared such a reaction would cause
Russian discontent. The British navy, under the command of the
famous admiral Lord Nelson, then engaged in a battle with the
Danish navy in the Danish Sound. The battle was later known as the
Battle of Copenhagen and resulted in a number of Danish
concessions to the British. On the Danish side, several hundred men
were involved in the battle, including Johan Philip Weilbach, who had
taken over Iver Jensen Borger’s business two years earlier. Weilbach
helped fire canons from the shore.(38) Weilbach survived the battle

and continued to lead the flag, sail and compass making business
through difficult times until the 1830s.
The events of 1801 did not leave a lasting impact on Danish
shipping and the profitable Overseas trade continued until 1807. In
1807 Denmark was involved in the Napoleonic wars and this put an
abrupt end to the boom in Copenhagen shipping. For the leading
naval power, Great Britain, Denmark had a strategic location in the
entrance to the Baltic Sea, from where the British received large
grain supplies. Furthermore, the large Danish navy was a strategic
asset, which the British feared would fall into the hands of their
French enemies. In 1807, the British demanded that Denmark hand
over its navy to Britain. When Denmark refused, the British
bombarded Copenhagen for three days. Subsequently the city
surrendered and the navy was taken over by the British. The
bombardment of Copenhagen was shocking as it was the first time
in history that civilian areas were bombarded.(39) It also brought
about some fundamental changes, as Denmark sided with
Napoleon’s France. Ultimately, Denmark found itself on the losing
side when peace finally came in 1814. Consequently, Denmark had
to surrender Norway to Sweden as part of the peace settlement and
Denmark’s position in the European power hierarchy had clearly
declined further.
The war had many detrimental results for Danish shipping. In brief, it
brought the halcyon days of Overseas trade to an abrupt end. The

38. According to Sølver and Svarrer 1930 Johan Philip Weilbach participated in the 1801 battle, whereas Johs. Ph. Weilbach 1955 says Johan Philip Weilbach participated in the 1807 battle.
Munch-Petersen 2007.

39. Scheen 2007;
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Danish merchant marine became the enemy of the world’s largest
naval nation, Britain, and the Danish flag was no longer a safe
haven.(40) Many Danish ships were confiscated by the British during
hostilities and many Danish seafarers were imprisoned in Britain in
floating jails.(41)
The impact of the war differed regionally in Denmark. The provincial
fleet did contract, but generally it fared better than the Copenhagen
fleet thanks to a different trading pattern. The provincial fleet sailed
in domestic and northern European waters and hence was less
sensitive to changes in international freight markets. The war had a
much more detrimental and lasting effect on Overseas trade from
Copenhagen. A fundamental change in the basis of this trade took
place, starting a long period of stagnation in Copenhagen’s shipping.

40. Feldbæk 1993, p. 183.

41. Feldbæk 1993, p. 162.
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Fighting between the Danish and British fleets on the roads of Copenhagen on August 23, 1807 (Museum of Copenhagen).

The British bombardment of Copenhagen on the night between September 4th and 5th 1807 was the world’s first bombardment of civilians
(Museum of Copenhagen).

1807 — 1814

Maritime suppliers’
problems
Denmark’s involvement in the Napoleonic Wars did not only bring
Copenhagen’s Overseas trade to an abrupt end, maritime suppliers,
including the makers of flags, sails and nautical instruments, also
experienced hard times. Figure 1 shows a dramatic drop in the
number of flag, sail and compass makers around 1807. According to
the figure decline already started in 1804 (but this is probably due
to uncertainty in the source material). However, it is, clear that the
number of maritime suppliers was reduced from approximately 130
men after the turn of the eighteenth century to approximately 40
men eight years later. The decline in shipping also reduced demand
for all types of supplies.
Most of the artisans who left the business never returned. At least
they did not reappear on the Guild membership list at any later
stage.(42) The change was permanent. The source material does
not reveal if or where they found alternative occupations. Given their
nautical experience, the unemployed artisans may have considered

42. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1845.

an alternative career at sea, depending on job availability in the
struggling Danish shipping industry at the time.
Even though the hard times hit everybody, the number of masters
did not decline to the same extent as the number of artisans.
Instead of abandoning their businesses altogether, most of the
owners of flag, sail and compass makers’ businesses continued at
smaller scale, and the recruitment of new sail and compass makers
was reduced.(43)
In contrast to the makers of flags, sails and nautical instruments,
other occupational groups continued to expand in Copenhagen after
1807. In fact, the artisans as a group continued to grow along with
the expanding city.(44) Maritime suppliers thus played a more
marginal role in Copenhagen, both in relative and absolute terms,
after 1807.

43. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1845.

44. Feldbæk 1993, p. 184.
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The Weilbach family
business
Johan Philip Weilbach had taken over the family business from Iver
Jensen Borger in 1799, and he experienced the hard times for

Copenhagen’s shipping after 1807. Weilbach decided to keep
apprentices, albeit at slightly lower numbers than previously.(45)
When Iver Jensen Borger had set up his business in 1755, he
brought maritime know-how with him from his time at sea. Clearly
this was valuable information for the business, and two of Borger’s
grandsons, Johan Philip Weilbach (born 1803 and named after his
father) and Iver Jensen Weilbach (born 1805) followed in Borger’s

Member protocol of the Copenhagen Flag, Sail and Compass Makers’ Guild, showing information on Johan Philip Weilbach (1770-1836), who finalised his
education at Iver Jensen Borger’s shop on November 28th 1799 (Copenhagen Town Hall Archives: Svendeprotokol 1759-1816, p. 127-8).
45. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1845.
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footsteps. Both made Overseas voyages before settling as makers of
flags, sails and compasses in Copenhagen. In 1831, Iver Jensen
Weilbach, took over the business from his father and thus
represented the third generation in the business.(46) The father,
Johan Philip Weilbach, died five years later. From the early history of
Weilbach, it is evident that maritime know how on safe and efficient

navigation was continuously transferred from sea to the maritime
suppliers and contributed to the development of Weilbach’s
business.
Iver Jensen Weilbach spent a long life with the business. He died in
January 1895. In 1881, when he celebrated his 50-year jubilee in
the business, he received the honour of an order (Ridderkorset) for
his long service.(47)
Both Iver Jensen Borger and Johan Philip Weilbach the elder served
as heads of the Copenhagen Guild for Makers of Flags, Sails and
Compasses, which is an indication of the strong position of
Weilbach’s business. Moreover, Weilbach was one of the largest
businesses in Copenhagen within its field, at least if measured in
terms of number of apprentices. Out of approximately 680 artisans,
mentioned in the Guild member lists, Weilbach educated more than
100 (approximately fifteen per cent) of the whole group.(48)

On April 28, 1824 Iver Jensen Weilbach finalized his education as flag, sail and
compass maker, as documented by the above document.
46. Johs. Ph. Weilbach 1955, p. 17; John Philip Weilbach, unpublished manuscript, 2006.
business was run by Iver Jensen Borger and later by Johan Philip Weilbach.

47. Johs. Ph. Weilbach 1955, p. 22.

48. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1845. Weilbach’s
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Maritime stagnation in Copenhagen

1814 — 1860

Difficult times for
Copenhagen shipping

Peace came to Denmark in 1814, but the favourable conditions for
Copenhagen’s Overseas trading did not return, and the Copenhagen
merchant fleet stagnated over the following decades. By 1816 it
equalled approximately 75 to 80 percent of the pre-war fleet. A
further reduction took place in the following years.(49) The merchant
fleets of Great Britain, the Netherlands and France were now ready
to pursue businesses under their national flags, and competition
intensified accordingly.(50)
In the North Atlantic trades to the Faroe Islands, Iceland and
Greenland, Danish ship owners were able to maintain their former
position, but Copenhagen shipping to East and West India did not
reach former heights. Even though the Danish Asiatic Company
continued to trade with Asia, the Overseas trade contracted, and the
company was finally abolished in 1844.(51)

49. Møller 1998, p. 12.

50. Møller 1998, p. 14.

51. Møller 1998, p. 11-7.

The stagnation of the Copenhagen merchant fleet from the 1810s to
the late 1840s, contrasts with the long-term growth of shipping in
provincial towns.(52) Focusing on domestic trades and trades in the
North and Baltic Seas, the provincial maritime communities
expanded in the following decades. These trades were less sensitive
to international freight market fluctuations. Gradually, the provincial
fleet expanded its radius to cover more European ports in the North
and Baltic Sea region. In a long-term perspective, Great Britain
developed into a very important shipping market. Great Britain was
the first country to industrialise and in the nineteenth century it
became a global centre of industrial production. Danish ship owners
also profited from this development, as they brought Danish grain to
British ports and returned to Denmark with coal from the British
mines.(53) The changes in market conditions also had a strong
effect on Danish maritime suppliers and Weilbach’s business.

52. Møller 1998, p. 11, 18-27. Møller 1984a.

53. Møller 1998, p. 46-50, 57-9, 63-6. Møller 1984a.
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The last decades of the
Guild
For Danish maritime suppliers, the decline and subsequent
stagnation of the Copenhagen fleet posed a challenge and the
simultaneous and gradual expansion of the provincial fleet gave
maritime suppliers new business opportunities. Theoretically, the
Copenhagen-based makers of flags, sails and compasses could
compensate for the contraction in the home market by focusing
more on provincial shipping and domestic trades. However, it is
difficult to assess to which extent this was a real opportunity for
them and to which extent they managed to grasp it. It is clear that
provincial towns had local makers of flags, sails and nautical
instruments. This is evident from the membership list of the
Copenhagen Guild, which indicates that several artisans had
completed their apprenticeship in provincial towns, before settling in
Copenhagen. Likewise, the membership list shows several examples
of Copenhagen artisans leaving the capital for provincial jobs.(54)
It remains unclear if the provincial makers of flags, sails and nautical
equipment were organised to the same extent as their colleagues in
the capital, but most probably they tried to guard their markets in

the same way as the Copenhagen Guild guarded its local market in
Copenhagen. It is not clear to what extent the provincial fleet was
locally supplied, but it is evident that the Copenhagen suppliers were
not able to penetrate these markets after the peace settlement in
1814. Most probably provincial maritime suppliers succeeded in
supplying the provincial markets. The fact that it took the
Copenhagen Guild many years to recover to former heights after
1814 may indicate that the provincial colleagues were able to cater
for the provincial market to a large extent.
The period from 1814 to 1820 represented a phase of recovery for
the Copenhagen Guild. The number of artisans increased gradually,
until 1819 when it jumped from 66 to 93 men. This jump is difficult
to explain and is probably due to uncertainties in the source material
rather than a reflection of a real development.
In the 1820s, the Guild experienced a stable period, but a new,
temporary decline set in towards the end of the decade, as
evidenced by Figure 1. The causes for the temporary decline are
difficult to find and may be due to uncertainties in the sources. From
1825 onwards, occupational statistics were also gathered by the
Copenhagen police force. This source largely supports the main
employment trends that appeared in the Guild artisan member list.
The last preserved Guild artisan member list dates from 1845, but
the occupational statistics from the Copenhagen police force
continued until 1860.(55) From the second source a new growth

54. Copenhagen Town Hall Archives: Svendeprotokoller, 1759-1845. 55. Copenhagen Town Hall Archives: Regnskaber, 1826-62. Generaltabel over Laugenes Interessenter og Mestere samt Svende og Drenge i
Kjøbenhavn (underskrevet og trykt af Kjøbenhavns Politikammer, 1825-60).
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phase for the maritime suppliers is evident from approximately 1845
to 1855. The Guild members continued to do their business after
this time, but the conditions under which they worked started to
change, as old political structures came under pressure.

liberalisation – historians have also found evidence prior to 1857,
which indicates that the government did not always support guilds in
their fight against artisans, who worked illegally outside the
guilds.(58)

Liberal voices had started to argue for the abolition of the Danish
absolute monarchy, preferring instead a constitutional monarchy
with a democratically elected Parliament. The liberals also argued
for the abolition of the Guild system, which they found old-fashioned
and contrary to the spirit of free enterprise. If monopolies were
abolished, productivity would increase. Moreover, everybody ought to
have an equal opportunity to set up their own businesses. The
liberal voices were heard. A new constitution (Grundloven) was
enacted in 1849 and a Danish Parliament was established.(56)

After 1862 several guilds were re-organised as social societies and,
in some cases, they also maintained some social security functions
for its members.

The new constitution also aimed at economic liberalisation, and this
was achieved in 1857 when the Free Enterprise Act was enacted
(Næringsfrihedsloven). The new Act entered into force on January 1,
1862, and abolished the monopolies, held by the guilds. Henceforth
everybody had the right to set up their own businesses without any
kind of regulation or interference from guilds.(57) Some observers
saw the liberalisation of 1857 as a major break in Danish economic
history, but Danish historians have generally argued that
liberalisation was a gradual process, which pre-dated the official
abolition of the guilds. A gradual erosion of the monopoly position of
the guilds was already taking place in the early nineteenth century.
The free master rules from 1800 was one example of gradual
56. Hastrup 1979, p. 52-65.

Unfortunately, it is difficult to examine the long-term consequences
of the new law for the maritime suppliers, because the Copenhagen
Guild for Makers of Flags, Sails and Compasses archive contains
very little information from the period after 1862. The fact that the
Guild archive is so sparse with information for the period after 1862
demonstrates that it had lost its previous position and importance
as organiser of the labour market for maritime suppliers. It did,
however, continue as a social society for several decades, and it was
still an active society in the 1930s. The Weilbach family also
maintained its relation to the society and in 1935 Johannes Philip
Weilbach served as head of the society.(59)

57. Hastrup 1979, p. 52-65; Dybdahl and Dübeck 1983, p. 239-66; Hyltoft 1999, p. 34-5, 55-7.

58. Hastrup 1979, p. 52-65.

59. Johs. Ph. Weilbach 1955, p. 32.
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The homes of the
maritime suppliers

square, Kgs. Nytorv, even though this area was heavily populated.
The map clearly shows local settlement patterns differed in the city
of Copenhagen despite the small size of the city by modern
standards. The populated area, shown on the map, only equalled the
modern city center.

Despite the stagnation of shipping in Copenhagen after 1807,
maritime activities continued to influence life in the Danish capital.
Some neighbourhoods in Copenhagen had a high concentration of
seafarers and others employed in maritime businesses. The Nyhavn,
Christianshavn and Frederikstaden neighbourhoods had a strong
maritime atmosphere. Ships were loaded and unloaded, and many
seafarers and maritime suppliers, including makers of flags, sails
and nautical instruments lived here. Information on the homes of
the artisans during the period 1819-45 is available from the artisan
membership list of the Copenhagen Guild. Unsurprisingly, most
artisans moved several times during the two and half decades
covered in the archives and each new address is written in the
member lists. The map below shows where artisans lived during the
period. Only the first address for each individual is marked on the
map, but there is no reason to believe that a different picture would
have emerged if all addresses had been included on the map.
It is noteworthy that most artisans lived in Christianshavn, Nyhavn or
Frederikstaden. In some streets, close to the port, such as
Ovengaden neden Vande and Torvegade on Christianshavn and
Nyhavn, large concentrations of maritime suppliers resided. In
contrast, no maritime suppliers lived to the west of the central

Each dot on this 1839 map of Copenhagen represents the home of
an artisan from the Copenhagen Flag, Sail and Compass Makers’
Guild during the period 1819-45 (National Library of Denmark).(60)

60. Copenhagen Town Hall Archives: Svendeprotokoller, 1819-45. The map only indicates the first place of residence for each artisan. Some people may have moved during the period and lived in several locations.

44

1860 — 1914

Technological and
commercial innovations

1860 — 1914

Technological challenges
The nineteenth century transition from sail to steam is a classical
topic for maritime historians.(61) The technological innovation
originated from Great Britain in the eighteenth century, but gained
global significance in the latter half of the nineteenth century. In
Denmark's case, the transition was a long one, spanning almost a
century. Danish historian, Anders Monrad Møller, has emphasised
similarities between the two modes of propulsion and shown that
sailing vessels remained competitive in many trades long after the
introduction of steam. In Denmark, the balance between the two
modes of propulsion only shifted in 1897, even though the first
Danish steam ship entered into service in 1819.(62)
The first steam ships were equipped with paddle wheels for
propulsion and as such they were very vulnerable during operations
in ice. Moreover, the consumption of heavy and expensive coals,
which also required space onboard and reduced pay-load, served as
barriers to the introduction of steam ships into the Danish merchant
fleet. The first Danish steam ship, the “Caledonia”, entered service
between Copenhagen and the Holsten city of Kiel in 1819. The
'Caledonia' and other early Danish steam ships were seen as

61. Scholl and 2004. Johnsen 2001; Møller 1998; Hornby and Nilsson, 1980.
6, 85-94. 64. Møller 1998, p. 118-21.

curiosities by contemporaries, and steam ships only started making
profits in the 1840s. The Danish government supported the first
steam vessel services and remained the largest steam ship owner
until around 1860. In domestic liner services, steam ships gained
significance in the 1850s and gradually became a cornerstone in
the domestic transport system, where they mainly carried
passengers and high-paying cargoes such as mail. From the 1860s
they also gained a significant position in foreign trade between
Denmark, Great Britain and the Baltic Sea area.(63)
The improved competitiveness of steam ships was due to advances
in steam engine boiler technology and propulsion systems.
Compound engines, which appeared in the 1860s, were able to
utilise the steam twice for propulsion of the vessels and this
increased the potential range of the steam ships. Later,
triple-expansion engines caused a further improvement in the
productivity of the steam ships and propellers gradually replaced
paddle wheels, another important efficiency improvement of steam
ships.(64)

62. Møller 1998, p. 30-6, 129, 229. See also Kaukiainen 1991.

63. Petersen 1983; Petersen 1984; Petersen 1986; Møller 1998, p. 30-
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The 'Caledonia' of 1819 was the first Danish steam ship, but it took almost a century for steam to replace sail in the Danish merchant fleet
(Museum of Copenhagen).

1860 — 1914

In 1897 steam tonnage overtook sailing tonnage, and by 1914 only
15 percent of Danish tonnage was propelled by sail.(65) During the
last years of the nineteenth century and early twentieth century, the
provincial maritime communities, which had based their shipping on
sailing vessels, experienced rapid contraction. For instance, the old
sailing community on the West Coast island of Fanø disappeared
within a generation.(66) The future development of Danish shipping
was in the hands of the large steam ship companies, most of which
were located in Copenhagen. Copenhagen thus returned to the lead
position in Danish shipping following the growth of steam shipping.

65. Møller, Dethlefsen and Johansen 1998, p. 10.
port of Svendborg see Nielsen 2003.

66. Møller, Dethlefsen and Johansen 1998, p. 92-113; Hahn-Pedersen 1989; Hahn-Pedersen 2001, p. 111-7. On the contrasting case of maritime businesses in the
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New shipping markets
and shipping companies
The industrial and transport revolution of the nineteenth century
involved a fundamental change in sources of energy, production
technologies and international trade. Coal, steel, steam engines,
railways and factories were important constituents of this
development, which started in Great Britain and spread to the
European continent. Throughout the century, Great Britain held a
leading position, which was also the case in shipping and ship
building. Great Britain, with its vast colonial empire, dominated world
shipping and British ship builders not only supplied the most
advanced vessels for the world fleet but also the vast part of it.
Industrialisation in Denmark was more sporadic, and despite the
introduction of railways and new factories, Danish agriculture
continued to dominate and influence Danish society and economics.

was directed towards Great Britain, from where Danish vessels
imported coal. Until the 1880s, Danish merchant ships transported
grain and cattle to Great Britain, after which Danish exports shifted
to more processed agricultural products such as butter and
bacon.(68) This business became highly important to a new type of
Danish shipping company.

The Danish economy maintained its agricultural basis, but Danish
shipping also expanded in the latter half of the nineteenth century.
Throughout the period 1850 to 1914 the Danish fleet grew in terms
of tonnage and the total Danish transport capacity increased even
more as fleet productivity rose.(67) Increasingly, Danish shipping

The organisation of the shipping business changed during this
period. Before 1860 large Danish shipping companies were rare and
represented only a small part of the merchant fleet. Single-ship
companies, ship-owning partnerships and vessels owned by
merchants had dominated the fleet, but gradually new limited steam
ship companies started to emerge.(69) In comparison to sailing
ships, steam ships were very capital intensive, and only large steam
ship companies had resources to acquire such vessels.
Predominantly, the steam ship companies were founded in
Copenhagen, where capital for new ventures was available – a
concentration in the ownership of merchant ships ensued.(70)
During the period from 1860 to the outbreak of World War One in
1914, Copenhagen emerged as the unrivalled Danish, maritime
centre. Most notably, the United Steamship Company (Det Forenede
Dampskibsselskab, abbreviated DFDS) was founded in Copenhagen
in 1866, where several small steam ship companies were merged.
DFDS was a limited company with financial backing from strong
financial investors among the Copenhagen financial and industrial

67. Møller, Dethlefsen and Johansen 1998, p. 10.

69. Møller 1998, p. 183, 202.

68. Møller, Dethlefsen and Johansen 1998, p. 58, 93, 113.

70. Møller, Dethlefsen and Johansen 1998., p. 35.
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Passengers stand on the deck of the steam ship ”Horatio” as it passes the Kronborg Castle in 1866. The vessel was owned by DFDS and a typical representative
of the new steamship entering the Danish fleet at the time (Maritime Museum of Denmark).

1860 — 1914

elite. DFDS dominated the domestic liner services and also built an
extensive network of steam ship lines in the Baltic and North
Seas.(71) DFDS represented a new type of shipping organisation in
Danish shipping, a large limited steam ship company, and it paved
the way for Copenhagen’s new position as the Danish ship owning
centre. For maritime suppliers, DFDS developed into a major and
potentially powerful customer.
While DFDS focused on liner shipping within Denmark and Northern
Europe, a number of new limited steam ship companies were
founded in Copenhagen between 1870 and 1914, which focused on
tramp shipping. Tramp vessels served as work horses in domestic
and international dry cargo trades, sailing with cargoes such as coal,
grain and timber. They did not follow the trading patterns of
scheduled liner services, but went wherever demand was. The tramp
shipping companies included Dannebrog (also known as C.K.
Hansen), Norden and Torm, all of which still exist. In 1897, another
important player, the East Asiatic Company (Det Østasiatiske
Kompagni, abbreviated EAC), was established – it introduced a
scheduled liner service between Northern Europe and South East
Asia. Even though the steam ship companies were centered in
Copenhagen, two important shipping companies were established in
provincial towns. The first company (in what later became the A.P.
Møller-Mærsk Group), the Steamship Company 'Svendborg', was
established in 1904 in the town of the same name. J. Lauritzen,

71. Graae 1966; Møller 1998, p. 212, 228; Hahn-Pedersen and Poulsen 2006.

another important steamship company, which remains a major
player in Danish shipping today, was founded in the town of Esbjerg
in 1895. Later, both companies moved their headquarters to
Copenhagen and thus contributed to the concentration of steamship
companies in the capital. The new companies became the backbone
of Danish shipping and served as an important customer base for
Danish ship builders and maritime suppliers, including
Weilbach.(72)

72. See Lange 1995 on Lauritzen; Hornby 1988 on A.P. Møller; Bramsen 1983 on Dannebrog; Falkensteen 1996 on Norden.
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Danish steam ship
building
The development of international shipping freight markets and the
advent of Danish limited steam ship companies was clearly
important for maritime suppliers, but the development of Danish
ship building also mattered to them. Great Britain was the leading
industrial nation and British ship builders supplied the majority of
new ships for the world fleet. In the early phases of steam shipping,
Danish steam ships were also built in British yards.(73) Danish
provincial ports had local ship builders specialised in wooden sailing
ships, which gave work to maritime suppliers, but in the long run
such ship builders declined with sail shipping.(74) The exact
consequences for suppliers of the shift from sail to steam have not
been thoroughly examined, but it is clear that a new market for
steam ship building emerged.
In 1843, the first such business, Baumgarten and Burmeister, was
established in Copenhagen, and later changed its name to
Burmeister & Wain (B&W). In the nineteenth century, it gradually

developed into Denmark’s largest industrial company, with its own
shipyard and marine engine manufacture.(75) B&W was followed by
a new shipyard in Elsinore in 1882, and another steel shipyard in
Copenhagen in 1897. Even though Danish steel ship building
remained small scale by international standards, it made a
significant technological contribution to international shipping. In
1912, B&W delivered the world’s first ocean-going, diesel-powered
vessel, the 'Selandia', which paved the way for large-scale Danish
motor ship building in the inter-war period.(76)
In the nineteenth century, the main part of the expanding Danish
fleet of steam ships was built abroad, as indicated by Figure 2.
Initially, Britain, the leading industrial nation of the time, was the
main supplier of steam ships, but gradually Danish shipyards
expanded in terms of output and Danish yards held a market share
of approximately 40 percent for new Danish steam ships in the last
decades of the nineteenth century and early twentieth century.

73. Møller 1998, p. 120. 74. Møller 1983; Møller 1984a. 75. Møller 1998, p. 119; Eriksen 1993. 76. Møller, Dethlefsen and Johansen 1998, p. 38-42; Holm 1999; Nielsen 2003; Pedersen, Olsen, Poulsen,
Jørgensen, Olesen, Bech and Rud 2004; Christensen 2010; Nielsen 2012; Riis 2012. Small shipyards were also established in Svendborg, Marstal, Frederikshavn and Aalborg during this period.
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1870
number

1890

net
registered
tonnage

number

1911

net
registered
tonnage

number

1919

net
registered
tonnage

number

net
registered
tonnage

Denmark

38

3.904

116

52.721

237

114.381

230

107.825

Great
Britain

38

7.387

75

41.842

207

225.597

130

161.067

Other
countries

12

559

94

19.987

187

73.070

162

66.743

Unknown

3

62

2

24

1

-

91

11.912

633

413.072

523

335.635

Total

285

114.55

Figure 2: Number of vessels in the Danish steam ship fleet, by country of origin, 1870-1919. (77)

77. Møller, Dethlefsen and Johansen, 1998, p. 39.

The launching of the steam ship 'Christian IX' at the Burmeister & Wain shipyard in Copenhagen on April 12th, 1874 (Maritime Museum of Denmark).
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Maritime suppliers’
responses to market and
technology changes
The responses of Danish maritime suppliers to changes in shipping
technology and ship building in the nineteenth century have not yet
been examined. It remains unclear how Danish suppliers responded
to the changes following the shift from sail to steam and wood to
iron, and later steel. In Sweden, historian Jan Kuuse has
demonstrated that a large maritime supply industry was only
established decades after the Swedish steel shipyards came into
existence in the late nineteenth and early twentieth centuries.
It also remains unclear how supplies to new vessels from foreign
yards to Danish companies were equipped. Until World War One,
British shipbuilders and suppliers remained global market leaders
and it is reasonable to assume that standard type vessels from
British shipyards to Danish owners were most probably equipped by
British suppliers.(78) At least British maritime suppliers were located
closer to the shipyards and hence had lower transportation costs
than Danish suppliers.
78. Starkey and Murphy 2007.

79. Møller, Dethlefsen and Johansen 1998, p. 10.

The changes in shipping technologies and ship building markets
during this period were important to maritime suppliers. Old markets
disappeared and new business opportunities emerged. The shift
from sail to steam caused a long-term reduction of the demand for
sails. The Danish sailing fleet reached its maximum size in 1876,
and many steam ships carried supplementary sails, but gradually
the sail market started to contract.(79) It is unclear if old sail makers
were forced to take alternative employment before retirement, but
most probably the education of new generations of sail makers was
significantly reduced. Over the long term, sails were marginalised in
the merchant fleet. In the twentieth century, however, a new, smaller
market for sails emerged, with private yacht owners demanding sails
for their vessels.(80)
For makers of compasses, the shift from sail to steam did not make
much of a difference. Both steam ships and sailing ships needed
navigational equipment. In contrast, the shift in ship building
material from wood to iron and later steel was highly important to
compass makers. The new building materials, iron and steel, were
problematic for the magnetic compasses, inducing magnetic
deviation, which was an error in the compass. Every time a new
vessel was delivered, an expert in compass correction was hired to
do a compass correction and solve the problem when the ship was
on sea trials. As time passed by, magnetic compasses would start to
deviate again. Hence regular corrections were required.(81) If a ship
carried metal cargoes, for instance iron ore, which could easily

80. Johs. Ph. Weilbach 1941, p. 10.

81. Guerney 2004.
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Sail makers photographed at J.P. Petersen & Søn’s shop in Elsinore around 1910. Sewing machines had replaced earlier technologies, but this could not
save the business from decline with the demise of the sailing vessels (Maritime Museum of Denmark).

1860 — 1914

influence the compass, the need for frequent corrections was
particularly strong. Gradually, navigators were educated in doing
compass corrections, but makers of compasses were even more
qualified to undertake this task and ship owners often used
compass makers for this service. Weilbach also embarked on this
new business area.(82)

Captain Anker Svarrer photographed doing compass correction
onboard the motor vessel 'Normandiet' on sea trials in 1935.

Drawing of the Copenhagen skyline, which was used by Weilbach’s staff when doing compass corrections on Copenhagen roads.
82. Sølver and Svarrer 1930.
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Weilbach’s
transformation and
split-up of the business

technological development in shipping at the time may also have
made the integration of the two types of businesses less obvious
and necessary. From 1887 onwards the two businesses developed
separately, even though they remained in the same location until
1900.(84)

The period from 1850 to 1910 covers almost one fifth of the history
of Weilbach’s business. A long period in other words. And in
particular a very long one for a historian without source material.
Unfortunately, it is very difficult to analyse the development of
Weilbach during this period. In the 1850s, the Copenhagen Guild for
Makers of Flags, Sails and Compasses lost its former importance
and the archival material is sparse after this time. Weilbach’s own
archive is also slim for this period, as some of it was lost in the 1997
fire in the company headquarters. The most detailed material is
available from the short history books published by the company’s
director Carl V. Sølver and by J.S.V. Weilbach.(83) Sølver had richer
source material available as he had access to the material lost in the
fire. The following section is mainly based on Sølver’s work.
In 1887, Weilbach’s business was split between two brothers, Iver
Christian Weilbach and Johannes Sophus Vilhelm Weilbach. The
former took the compass and nautical instrument business, and the
latter got the flag and sail business. The reasons for the split are
unknown. Perhaps the split was the easiest way to satisfy two
ambitious sons and thus divide the Weilbach inheritance. The

83. Sølver and Svarrer 1930; Johs. Ph. Weilbach 1955.

84. Sølver and Svarrer 1930.

Iver C. Weilbach took over the compass making business in
1887 – the company still bears his name.
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J.S.V. Weilbach was educated as a flag, sail and compass maker and
early in his career had worked for the steamship company DFDS. For
him the main challenge was the gradual contraction of the sailing
fleet and thus the main market of his company. J.S.V. Weilbach
responded to the technological changes in shipping by shifting
business focus from production of marine sails to tarpaulin and
tents, thus diversifying the product range by using existing know-how
in new ways. In 1919, members of this branch of the Weilbach
family also established a compass maker’s business in Copenhagen
under the name of Einer Weilbach & Co.(85)

various safety valves. Danish shipyards were one of the main groups
of customers. In the 1930s, at its height, the factory employed
approximately 125 people.(87)

Iver C. Weilbach continued the production of nautical instruments,
and the business still bears his name today. He moved the business
to a new location in central Copenhagen in 1901, but he did not
have any sons or daughters. In 1908 he promoted Captain Knud
Prahl to partner in the company. Prahl had a background as master
mariner. This was the first time a non-family member became part of
the company management. Gradually, Iver C. Weilbach withdrew
from daily management in the company. He died in 1921.(86) Even
though the Weilbach family had now ended its engagement with the
company, the name Iver C. Weilbach was retained.
Unrelated to the compass maker business, Iver C. Weilbach also
established the joint venture Weilbach & Cohn’s Factories (A/S
Weilbach & Cohns Fabrikker) in the Copenhagen suburb of
Frederiksberg in 1887. The factory produced and supplied various
metal castings such as bronze and iron taps, steam whistles and
85. Johs. Ph. Weilbach 1955; John Philip Weilbach, unpublished manuscript, 2006.

86. Sølver and Svarrer 1930.

Captain Knud Prahl was a partner at Weilbach
from 1908 to 1928 and the first head of the
company who did not originate from the
Weilbach family.
87. Anonymous 1937.
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1914 — 1945
Wars, crisis and new
opportunities

1914 — 1945

Fluctuations in shipping
and ship building markets
In the late summer and early autumn of 1914, World War One broke
out and a more than four years-long war between Great Britain,
France, Russia and the United States of America on the one side
and Germany and Austria-Hungary on the other ensued. Denmark
was not involved in the war and managed to use its neutral status to
attract businesses from the belligerents. Neutral shipping, including
Danish shipping, experienced busy times and freight rates
skyrocketed during the war. This translated into steeply rising
shipping company stocks and several new steam shipping
companies were established with the main aim of profiting from the
boom. Danish ship building also had a golden period. Before the
war, Denmark had only three large and significant steam ship yards,
two in Copenhagen and one in Elsinore, but in the following years
several new yards were established, often with support from leading
Danish ship owners. J. Lauritzen, DFDS, A.P. Møller and the East
Asiatic Company (EAC) expanded both horizontally and vertically
during the war and developed into full-scale maritime
conglomerates, controlling diverse groups of shipping companies as
well as shipyards. In a joint venture with two other shipping
companies, J. Lauritzen set up a new shipyard in the town of Køge,
and the EAC and ship owner A.P. Møller established two other
provincial shipyards in Nakskov and Odense, respectively. During the

Shipyard workers at the new shipyard in the town of Korsør photographed in
1919. The yard only existed for a short period during the World War One
boom in shipping (Maritime Museum of Denmark).

same period DFDS acquired a small yard in Frederikshavn, as well
as the large shipyard in Elsinore. Independent shipyards were also
established in several towns, but they only survived until the end of
the wartime boom around 1920.(88)
After the 1918 peace agreement and the return to normal
conditions in 1919-20, the shipping boom came to an abrupt end.
During the post-war slump, many shipping companies and shipyards
succumbed, and over-investments both in shipping and ship building
during the unusual wartime boom soon became very evident.

88. Møller 1984b; Hornby 1988, p.65-88; Lange 1995, p. 76-131; Møller, Dethlefsen and Johansen 1998, p. 46-8; Koch 2005, p. 12-26.
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Despite the end of the wartime boom, large-scale ship building
remained in Denmark. From 1920 to 1973, Danish ship building
followed a long-term growth trajectory.(89) In contrast to the failures
of the new, independent shipyards and many steam ship companies,
the three maritime conglomerates of J. Lauritzen, A.P. Møller and the
EAC had resources to continue their expansion both within shipping
and ship building. They started to build many of their own ships in
Denmark. The large B&W shipyard in Copenhagen started to deliver
motor ships to Danish and foreign ship owners. Danish ship building
gained a global market share of 4.9 per cent in the late 1930s and
in many cases the Danish yards were able to compete with the main
competitors in Great Britain, Germany and the Netherlands.(90)

develop into the world’s largest container shipping line, Maersk Line.
A.P. Møller was also active in other shipping segments. Originally a
traditional tramp shipping group, A.P. Møller’s shipping companies
entered crude oil shipping in 1928. In retrospect, this decision was a
fortunate one, as oil trades became a fast growing segment for
shipping in the post-World War Two period.(92) J. Lauritzen also saw
new business opportunities in shipping and set up a business in the
specialised segment of reefer shipping, carrying vegetables, fruits,
fish and meat in refrigerated holds. For almost eight decades reefer
shipping remained an important segment for J. Lauritzen.(93)

The inter-war period was generally a time of difficulties for European
and North American economies and after 1929 the world trade
started to contract following the crash of the New York stock
exchange. This was known as the great depression and also heavily
influenced the shipping industry, where overcapacity and periodically
high lay-up-rates became the norm.(91)
The interwar period was not only a period of crises, bankruptcies
and lay-ups in shipping. As always crises also present new
opportunities. For Danish shipping companies several new and
long-lasting ventures were established. In 1928, A.P. Møller
established a liner service from the US East Coast to South East
Asia. Back then nobody could anticipate that this venture would later

Vessels in lay-up along the quay Langelinie in Copenhagen in 1932
(Maritime Museum of Copenhagen).

89. Rasmussen, Rønne and Johansen 1998, p. 42. 90. Heide 1993; Rasmussen, Rønne and Johansen 1998, p. 34, 38, 42. Lange 2002.
1988, p. 106-20; Poulsen and Sornn-Friese 2012. 93. Lange 1995, p. 137, 152-6; Poulsen 2000.

91. Rasmussen, Rønne and Johansen 1998, p. 173-200.

92. Hornby
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The 'Leise Mærsk', the first liner vessel owned by A.P. Møller was delivered from the company’s own shipyard in Odense in 1928 (Maritime Museum of Denmark).
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Weilbach and the nautical
instrument business
How did Weilbach respond to the challenges in Danish shipping and
ship building in the interwar period? The brief answer is that
Weilbach became one of the main makers of nautical instruments in
Denmark and succeeded in establishing a presence in new markets
as well and an index of the company net profits is shown in Figure 3.
In 1916 captain Carl V. Sølver was made co-partner with Knud Prahl
in the company. Upon Prahl’s death in 1928, yet another master
mariner, Anker Svarrer, was made co-partner. Sølver and Svarrer
owned and managed the business for many years and the name Iver
C. Weilbach & Co. (Sølver & Svarrer) was used during this period.
From 1919 and throughout most of the twentieth century, Iver C.
Weilbach & Co. competed with Einer Weilbach & Co., but Iver C.
Weilbach & Co. always remained the larger of the two companies.
Under Sølver’s leadership, Weilbach got new customers for nautical
instruments at the new steel shipyards and succeeded in
maintaining these relations for decades.(94) Order lists from the
company’s own archive reveal that the largest Danish ship builders,
B&W in Copenhagen and the yard in Elsinore, provided several
orders to Weilbach for nautical instruments. Some of the new yards,
94. Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975.

in Aalborg, Frederikshavn, Odense and Nakskov also developed into
important customers.(95)
Weilbach’s main orders for shipbuilders consisted of magnetic
compasses, often at least three for each new vessel. The main
compass was placed on vessel’s monkey island above the bridge,
where the magnetic field from the steel hull and superstructure was
at its weakest. Another magnetic compass, the steering compass,
was placed in the wheel house itself and in the daily routine was
used more frequently by navigators than the main compass. The
third compass, the aft compass, was placed in the aft peak of the
ship, and was used for steering only in case of an emergency. Life
boats were also equipped with small magnetic compasses. In
addition to the compasses, Weilbach also supplied other
navigational equipment such as chronometers and sextants.
Two newbuildings, the 'Victoria' and the 'Nordfarer', delivered from
the shipyard in Nakskov in 1928, can serve as examples of
Weilbach’s supplies. The two ships were ordered by steam ship
companies in Copenhagen and were some of the largest orders for
Weilbach at the time. Both vessels were equipped with Kelvins type
standard compasses, which cost 1,075 kr., and served as the main
compass onboard. A chronometer costing 700 kr. and a steering
compass and an aft compass were delivered. A machine for lead
lines, used for depth measurements, was included as well as
thermometers, some pairs of binoculars and compasses for two life
boats. The final bills for the 'Victoria' and the 'Nordfarer' were settled
95. The following is based on Iver C. Weilbach & Co. A/S Archives: Weilbach Ordrebog 1916-34.
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at 3,936 kr. and 3,454 kr. respectively. After a few months, minor
supplies for an additional 200 kr. followed.
Mainly, Weilbach supplied Danish shipping companies and Danish
shipyards, but nautical equipment was also supplied to shipyards in
Sweden, Finland, Germany and the Netherlands. In this way, Weilbach
was able to make the business less dependent on Denmark, even
though Danish companies remained the main customers. When
Danish shipbuilders managed to build up a foreign customer base,
Weilbach also got orders from there.(97) For instance, a large
Norwegian shipping group, Wilh. Wilhelmsen of Oslo, ordered ships at
Danish yards in the interwar period, and Weilbach supplied the
nautical equipment for the Norwegian newbuildings.(98)

96. Iver C. Weilbach & Co. A/S Archives: Statusbog 1917-46. Inflation data from Danmarks Statistik.
Archives: Weilbach Ordrebog 1916-34. 99. Bruhn and Holm 1998, p. 76.
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The main orders for Weilbach came from ship builders, but they also
received smaller orders from shipping companies needing new
compasses, lanterns or small spare parts for a lead line machine for
existing vessels. Even though these individual bills were usually quite
small compared to bills for newbuilding orders, this was important
business for Weilbach. Small ship builders of fishing vessels and ship
chandlers were also customers. The fishing fleet also expanded in
significance and hence as a customer. In 1910, the fishing fleet in
Esbjerg, Denmark’s largest fishing port, counted 110 vessels – 30
years later it had grown to 366 vessels and ship’s chandlers from
Esbjerg became frequent customers with Weilbach.(99)

Carl Sølver and Anker Svarrer photographed on the occasion
of the 175th jubilee of Weilbach on November 24th, 1930.

Figure 3. Index of Weilbach’s net profits, 1917-46, corrected
for inflation.(96)

97. Iver C. Weilbach & Co. A/S Archives: Weilbach Ordrebog 1916-34.

98. Iver C. Weilbach & Co. A/S
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The motor vessel 'Victoria' was delivered by the shipyard in Nakskov to the Steamship Company Orient in 1928. It was equipped with nautical instruments from
Weilbach (Maritime Museum of Denmark).

The most important technological innovation in shipping in the
interwar period was the development of the marine diesel engine.
The international diffusion of the new type of propulsion took about
three decades.(100) When Denmark was involved in World War Two
in 1940, the vast part of the Danish merchant fleet had marine
diesel engines. For Weilbach this change, however, did not have any
great influence. When the transition from sail to steam had taken
100. Rasmussen, Rønne and Johansen 2000, p. 13.

place, the sail maker business was heavily influenced, and the
transition from wood to iron and steel had had a direct bearing on
the compass maker business. In comparison with these transitions,
the marine diesel engine did not have the same high impact on
Weilbach, which continued its business as before. It is obvious,
however, that the effect of the diesel engine must have been
stronger for other types of maritime suppliers.
66

The compass maker shop at Weilbach around 1929 (Maritime Museum of Denmark).

Weilbach compass makers assembling compasses.

The employees of Weilbach on the 175th jubilee of the company on November 24th, 1930. Anker Svarrer and Carl Sølver stand as number two and
three from the left-hand side, at the back of the picture.

Picture from a compass maker’s table.
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Nautical charts and
maritime books as new
business areas for
Weilbach
Not only did Weilbach successfully build long-term relations with the
new Danish shipyards and the expanding Danish shipping
companies, it also entered two completely new markets in the
interwar period: The sale of nautical charts and maritime publishing.
Both areas had a relatively slow start-up but proved to be of lasting
importance to the company.
It is possible to trace the history of nautical charts back to the
Middle Ages. The oldest know charts date from the thirteenth
century and goat or sheep skin were used to produce them. The
charts were very important for safe navigation and with the
European discoveries from the fifteen century an increasing part of
the planet was charted. Gradually cartography was improved and
from the mid-eighteenth century the invention of chronometers
enabled seafarers to measure longitude. This paved the way for
more precise nautical charts. For centuries, nautical charts were
guarded as naval secrets, because of the potential strategic
101. Thirslund 1988, p. 33-44; Degn and Gøbel 1997, p. 78; Klit 1984; Møller 1998, p. 100; Gurney 2004.
http://www.ukho.gov.uk/; Interview with Jørgen Einer Marcussen.

advantages that charts could provide to enemy navies.
Danish waters were measured and charted by the Danish navy,
notably by a man of the name Jens Sørensen from 1694 and 1723.
Sørensen’s charts were kept secret, but in the eighteenth century
the navy realised secrecy was irrational. The merchant fleet would
benefit from access to the charts and maritime safety would improve
accordingly. Hence, naval interests gave way to a more open
approach which benefited merchant shipping.(101)
The production of nautical charts had been closely related to naval
power. In the seventeenth and eighteenth centuries, the Netherlands
had been the main producer of charts, but gradually Great Britain
took over.(102) The British Admiralty charts were produced by British
hydrographers in the Hydrographic Office, a government institution,
belonging to the British Ministry of Defence. The British dominance
in the production of nautical charts from the eighteenth century was
due to the strong position of the British navy and merchant fleet at
the time. Even though Great Britain’s role as a large shipping nation
has declined in the late twentieth century, British Admiralty charts
remain common globally.(103)
From 1931 Weilbach started to supply nautical charts to the Danish
merchant marine. This happened by coincidence. Captain Sølver, a
partner and manager at Weilbach at the time, had a strong interest
in maritime history. This led him to a sailing trip on the River Nile in
Egypt where he met a superintendent from the British Hydrographic
Office. The two started a dialogue and Sølver presented the idea of
102. Thirslund 1988, p. 37-41; Thirslund 1989, p. 25-37; Degn and Gøbel 1997, p. 78.

103.
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Weilbach taking up a Danish agency for the Hydrographic Office.
Upon his return to Denmark, an agreement between the two parties
was reached and entered into force in 1931.(104) This allowed
Weilbach to expand its product range and services offered to Danish
shipping companies.
By modern standards, the market for nautical charts was a relatively
small one in the interwar period. Weilbach competed with another
player in the Danish market, Blankensteiners Eftf. Even though
several Danish merchant ships operated worldwide, many vessels
concentrated on the North and Baltic Sea trades, closer to
home.(105) In the latter trades the need for charts was relatively
restricted. Once the ships had been supplied with a set of charts
upon delivery, only a few new chart orders usually followed. For
these reasons the nautical chart department of Weilbach had a slow
start, but after World War Two it developed into a major business
area for the company.(106) Interestingly, Weilbach was not the only
maker of nautical instruments to receive an agency for nautical
charts. The British compass maker Lilley & Gillie, which will be
discussed in a later chapter, also combined the two businesses.

In 1921 Weilbach published the first volume of the
Nautical Almanac. The above edition dates from 1940.
104. Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975.
Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 6.

In addition to the nautical charts, Weilbach also expanded its
product range when entering the business of maritime publishing. In
1921 Weilbach started publishing the book Nautical Almanac
(Nautisk Almanak). The Nautical Almanac contained various data
tables, which described the position of a selection of celestial
bodies, and it was used by navigators to determine the exact
105. Rasmussen, Rønne and Johansen 2000, p. 67-94; Asmussen 2010.

106. Iver C. Weilbach &
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position of their vessel. The book was thus
necessary for safe navigation.
Eight years later, Weilbach also introduced a
year book for Danish fishermen, The Fishery
Yearbook (Fiskeriårbogen). This book also
contained navigational and meteorological
information for the safe navigation of fishing
vessels. In addition it included an updated list
of Danish fishing vessels and some useful legal
information for fishermen. The two annual
publications paved the way for Weilbach’s new
maritime publishing business. It had a slow
start but proved to hold a latent growth
potential, which Weilbach was able to realise
almost five decades after the first publication in
1921.
In summary, Weilbach’s development in the
interwar period presented several fortunate
business decisions. These included the
penetration of new markets for nautical
instruments in Danish and foreign shipyards, as
well as the nautical chart agency and maritime
publishing. The nautical chart department and
maritime publishing activities had relatively
slow starts, but later proved to hold growth
potential.

An advertisement
for Weilbach
compasses
tailored for the
fishing fleets,
dating from 1940
(Fiskeriårbogen,
1940).

Captain Carl Sølver photographed in
command onboard the Danish
icebreaker 'Storebjørn' in 1931.
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The German Occupation

World War Two broke out in September 1939 when Germany
invaded Poland, starting a more than five year long war. Germany,
Italy and Japan joined forces on one side and Great Britain, France
and later Russia and the United States of America allied on the
other. In the early phase of the war, Denmark was a neutral state,
but it was invaded by Germany on 9 April 1940. The German
Occupation changed the fundamental conditions for the Danish
economy and Danish shipping. Danish exports and imports had to
change and the Danish merchant fleet was divided into two parts:
One part was in Danish waters or in the Baltic Sea and controlled
from the Danish shipping company headquarters, and the other was
engaged worldwide and beyond Danish control. Part of the fleet in
the home waters was laid up between 1940 and the end of the war
in 1945, but another part continued to trade in the Baltic and North
Sea. Some vessels were also requisitions by the Germans, and

107. Tortzen 1982-85.

108. Rasmussen, Rønne and Johansen 2000, p. 39-41.

Danish shipping companies only gained full control of their fleets
after 1945. Several ships were lost during hostilities, however.(107)
For the shipyards and maritime suppliers, the Occupation also
changed conditions in fundamental ways. The Allied market was lost
overnight and the Germans demanded deliveries of new vessels
from the yards. Danish yards built so-called 'Hansa type vessels' for
the Germans and did repair work for them.(108)
Weilbach also felt the influence of the Occupation. According to a
later account, some of Weilbach’s employees, including Sølver,
engaged in the Danish resistance movement.(109) Unfortunately
the source material is very sparse, so it is difficult to follow the
development of the business during the war years. It is clear,
however, that the Nautical Chart Department’s relation to the British
Hydrographic Office was severed until the end of the war in May
1945.

109. Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 6.
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Growth in Danish shipping,
ship building and Weilbach

1945 — 1973

Post war business
opportunities in shipping
and ship building
Between 1945 and 1973, the Western world experienced a period of
rapid economic growth and rising living standards. New consumer
goods found their way to Western consumers and the international
growth also benefited maritime transport. In terms of ton-miles,
shipping increased by more than 60 per cent between 1965 and
1973.(110) (A ton-mile is a measurement of shipping activity, taking
average distances that cargoes travel into account). The world
merchant fleet increased accordingly, and this cascaded onto ship
builders and maritime suppliers.
The period was also characterised by rapid technological changes.
Average vessel sizes for oil tankers increased rapidly and super
tankers of more than 300,000 deadweight tonnes appeared in the
1960s and 1970s. Liner shipping was also revolutionised by the
introduction of container vessels, which replaced traditional general
cargo vessels from the late 1960s. In the dry bulk trades for cargoes
such as iron ore, grain and coal, a new vessel type, the bulk carrier,
was developed. The new vessel types increased the efficiency of the
world fleet considerably, and transport costs were reduced. This
110. Jeppesen, Andersen and Johansen 2001, p. 7-8, 195. See also Stopford 2009.
carriers and Tenold 2006 on tankers.

The Lindø shipyard, owned by A.P. Møller, opened in 1959 and specialised
in the buiding of large oil tankers (Maritime Museum of Denmark).

process fuelled further growth in maritime transport.(111)
The Danish economy also grew during this period of rapid
international growth and an industrial society finally replaced an
economy dominated by agriculture. Danish shipping also benefited
from this development, even though global growth in shipping was

111. Gardiner 1992; See Broeze 2002, Levinson 2006, Poulsen 2007 and Poulsen 2010 on container vessels, Fon 1995 on bulk
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faster than the growth of the Danish fleet.(112) Most notably,
Danish liner shipping companies such as A.P. Møller’s Maersk Line
and EAC expanded their international liner network during this
period. Danish ship building developed into a significant
international player. The largest shipping companies, A.P. Møller, J.
Lauritzen and EAC, owned the main shipyards. Yards benefited from
the vertical integration, because they received numerous orders
from their holding companies. Typically, owners asked for advanced
tonnage from the yards and thus contributed to product
development in Danish ship building.(113) A.P. Møller opened a new
shipyard in Lindø on the island of Funen in 1959 and started
building long series of super tankers. The J. Lauritzen owned yards in
Aalborg, Frederikshavn and Elsinore also expanded. The J. Lauritzen
Group had acquired the yard in Aalborg in 1937 and taken over a
majority holding in DFDS, which controlled the other two yards. In
the 1960s it was thus the largest Danish ship building group. The
B&W shipyard in Copenhagen also expanded with a new ship
building site on the peninsula of Refshaleøen in Copenhagen, which
was tailored for the construction of a long series of ever-larger oil
tankers and bulk carriers. A number of small and medium-sized
shipyards were also established in this period, including yards in the
provincial towns of Ringkøbing, Frederikshavn and Aarhus. The new
yards mainly catered for the expanding fleet of coasters.
The growth of Danish ship building also resulted in new business
opportunities for maritime suppliers, both in Denmark and abroad.

Danish ship building expanded during the 1950s and 1960s and growth
cascaded onto the maritime suppliers. In the picture the funnel for the new
ferry 'Prinsesse Benedikte' was moved into the right position, while the ship
was being fitted out in the shipyard in Elsinore in 1959 (Maritime Museum of
Denmark).

Most notably Danish steel production was initiated in the town of
Frederiksværk in 1949 with the aim of supplying steel to Danish
yards – the new producer soon proved capable of this aim.(114) The
growth in shipping and ship building also benefited Weilbach.

112. Hornby 1988, p. 185-222; Lange 1995, p. 200-11, 220-3, 245-54; Jeppesen, Andersen and Johansen 2001, p. 193-245; Lauring 2007; Sornn-Friese, Poulsen and Iversen 2012. 113. Rasmussen, Rønne and
Johansen 2000, p. 41-8; Jeppesen, Andersen and Johansen 2001, p. 43-8; Lange 2002; Christensen 2010; Poulsen and Sornn-Friese 2011; Nielsen 2012. 114. Rasmussen, Rønne and Johansen 2000, p. 42, 45.

77

1945 — 1973

Weilbach’s growth
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Weilbach’s business during the post-war period can be divided into
two distinct phases: stagnation and more stable growth. The
minutes of the Weilbach Board meetings and general assemblies
are relatively short for this period. Typically the person who made the
minutes just noted that the Director had made his report on the last
year’s business and that this was endorsed by the General
Assembly. The accounts of Weilbach, however, allow for a more
detailed analysis of the development of the company. Figure 4
shows an index of the company turnover, after accounting for the
inflation of the period. In the 1950s no clear trend in the turnover is
evident, but from the early 1960s considerable growth set in. In
1967 the turnover had increased by 50 percent relative to 1949 and
growth continued into the 1970s. In 1980 the turnover was twice as
high as 1949.
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Figure 4. Index of Weilbach’s turnover, 1949/50-1999/2000, corrected for
inflation.(117)

From the late 1960s the Director’s reports in the Weilbach Board
minutes started to contain more information and the Director
commented on the growth of the company several times. “As usual
… the result of 1967/68 … was better than the past year.”(115) The
director emphasized that both the liquidity and solidity of the
company were good.(116) The growth in shipping and ship building
thus benefited Weilbach’s business, but growth was most evident in
the Nautical Chart Department.

115. Iver C. Weilbach & Co. A/S Archives: Bestyrelsesmøde 18/6-1968. 116. Iver C. Weilbach & Co. A/S Archives: Bestyrelsesmøde 17/6-1969; Bestyrelsesmøde 25/6-1970; Bestyrelsesmøde 11/6-1971;
Bestyrelsesmøde 15/6-1972; Bestyrelsesmøde 15/6-1972; Bestyrelsesmøde 20/6-1973. 117. Regnskabsoversigt, Iver C. Weilbach & Co. A/S, 1949/50-1999/2000, Palle Dyre, 2. september 2000.
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View of
Weilbach’s shop
at 30,
Amaliegade,
Copenhagen. On
the first floor a
group of compass
makers are at
work, starting the
production of
magnetic
compasses (9),
while another
group is
assembling
compasses (9).
The office is on
the ground floor
(1), as well as the
Nautical Chart
Department (3).
An inventory for
compasses and
binacles was
located in the
basement (10).
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The growth of the Nautical
Chart Department

During the Occupation from 1940 to 1945 Weilbach’s old relations
to the Hydrographic Office in Great Britain were severed, but a
British representative visited Weilbach after the peace settlement in
1945. Immediately, the British representative rejected Weilbach’s
inventory of nautical charts due to a lack of updates after 1940.
During the war, navigational conditions had changed, and the charts
did not properly reflect this fact. In order to maintain the British
agency, Weilbach agreed to update the charts. Every time a new
lighthouse had been turned on, a dredging project had taken place
or other changes in navigational conditions had changed, a chart
update was required.(118) Back then nobody had probably
predicted that the Nautical Chart Department would soon expand
into the most important business area for Weilbach.

In the 1950s Weilbach’s nautical chart sales remained fairly small
scale, and the nautical chart service was only seen as a supplement
to the main business of nautical instruments. The vast part of the
chart sales consisted of Danish charts, supplemented by Swedish
and British charts.(119) In the 1950s, the Nautical Chart
Department was run by Ahrent Traunholm Jørgensen, who would
later become Director for the entire company. Traunholm, as he was
often called, managed to expand the business by broadening the
customer base. The coaster fleet expanded and Traunholm found an
interesting, new market for nautical charts here.
Weilbach’s nautical chart department got a real breakthrough in
1957-58 when the expanding shipping company of A.P. Møller
became a loyal customer. A.P. Møller was already a large shipping
company back then, operating a fleet of more than 60 vessels in
world-wide trade. Vessels in world-wide trades required a much
higher number of nautical charts than vessels in short sea trades in
northern Europe. Hence A.P. Møller was an interesting customer for
Weilbach’s Nautical Chart Department. For a long time Weilbach
had supplied nautical instruments to A.P. Møller, but nautical charts
were supplied by a competitor, Blankensteiners Eftf. A.P. Møller,
however, enquired at Weilbach about nautical chart prices and the
feasibility of large nautical chart deliveries. Weilbach’s Director at
the time, Gottfred Stalknecht, rejected A.P. Møller’s suggestion for a
quantity rebate, but promised on time delivery, also for small orders.
Weilbach could not compete on price, but guaranteed a high service.

118. Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 21.
Klitgaard, 2-1975, p. 20.

119. Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik
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This settled the matter, and A.P. Møller has remained a key customer
for Weilbach’s Nautical Chart Department ever since. When
Blankensteiner’s business closed a few years later, Weilbach remained
as the only Danish supplier of nautical charts. Thanks to the contract
with A.P. Møller, Weilbach expanded its nautical chart inventory from
the Hydrographic Office considerably. Henceforth Weilbach’s inventory
for Hydgrographic Office charts was complete.(120)
In order to supply updated nautical charts, covering the whole world,
Weilbach required access to the main chart producers. The most
important chart agency that Weilbach had produced the British
Admiralty charts. Throughout the 1950s Weilbach gained more
agencies for Denmark. In 1950 Weilbach announced a nautical chart
agency for the Swedish producer of nautical charts.(121) Norwegian
and German agencies in Denmark soon followed and in 1959
Weilbach also had two North American agencies, for the U.S. Navy
Hydrographic Office and the Canadian Hydrographic Service.(122)
Finally, Danish agencies for Finnish, Icelandic and Dutch chart
producers followed in the 1960s.(123)
Weilbach not only supply nautical charts and nautical equipment to
shipping companies and ship builders, it also sold nautical handbooks
for maritime libraries to be held onboard merchant ships. Gradually the
need for handbooks increased. New international regulation on
maritime safety and cargo handling required such handbooks onboard
ships.(124) Nautical charts and handbooks for existing and new
Danish vessels developed into an important business for Weilbach in

An advertisement for Weilbach’s nautical chart services,
dating from 1960.

120. Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 25-6. Iver C. Weilbach & Co. udklipssamling H 04. 121. Nautisk Almanak 1950, p. 261.
122. Nautisk Almanak 1958, varekatalog, p. 45; Nautisk Almanak 1959, varekatalog, p. 47. 123. Nautisk Almanak 1970, varekatalog, p. 4 124. Interview with Erik Klitgaard.
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the 1960s. Weilbach’s service included all deliveries required for
safe navigation on a world-wide basis. Regardless of ship type, these
deliveries were required by law. The size of individual orders,
however, depended on the vessels employment. Most typically a
passenger or container vessel, which was employed in a particular
liner service, required fewer nautical charts than an oil tanker, which
traded world-wide and called on many different ports.
The nature of the Nautical Chart Department’s supplies can be
grasped in an example of the liner and general cargo vessel 'Dolly
Skou', which was built at the shipyard in Elsinore for the Danish
shipping company of Ove Skou in 1974. As the ship was designed for
world-wide trade it required a large inventory of nautical charts. In
1974, 'Dolly Skou' was one of the largest orders for Weilbach. Before
the delivery of the vessel in February, Weilbach had supplied the
ship with 1,294 nautical charts from the Hydrographic Office at a
total cost of 21,200 kr. In addition, handbooks on maritime
regulation on such issues as maritime safety, loading and cargo
handling were delivered. (A compilation of Danish maritime laws and
a handbook on the Load Line Convention were among the titles). In
total the vessel received a considerable number of books on
regulation to be used by the officers of the ship in the daily
operation. Weilbach also supplied pencils, rulers etc. for the
navigators. The total bill was settled at 30,400 kr. In this particular
case, two thirds of Weilbach’s income derived from nautical charts.
In 1974 a high number of new vessels were delivered to the Danish
merchant marine and Weilbach benefited from this fact. Weilbach

The chart room onboard the crude oil tanker 'Dirch Mærsk', which was
delivered in 1968 and sailed world-wide. Weilbach supplied maps and
nautical charts (Maritime Museum of Denmark).

supplied nautical charts, nautical handbooks etc. to more than 40
newbuildings for 20 different shipping companies. The customer
base of the company was very stable. A.P. Møller remained the
largest customer, and in 1974 it took delivery of a series of
newbuildings, both from the company’s own yard in Lindø and
foreign yards. The crude oil tanker 'Kristine Mærsk', which was
employed world-wide, needed more than 1,065 nautical charts from
the Hydrographic Office, whereas the new offshore supply vessel
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'Mærsk Topper', which was employed in a more restricted area,
supplying the same oil rigs for an extended period of time, could get
by with only 221 nautical charts.(125) At the time of writing, large
orders to Weilbach for vessels in world-wide trade include
approximately 1,500 nautical charts.

German, Dutch and Japanese shipyards. Until the 1990s, however,
most Danish newbuildings were built in Danish shipyards.(126)

Today the procedure for nautical chart orders is the following: Some
time before sea trials, shipping companies place an order for the
newbuilding with Weilbach. Weilbach is usually very familiar with
their customers. The ship owner will specify the type of trade the
vessel is intended for, and this determines the number and types of
nautical charts and the composition of the onboard nautical
handbook library. Shortly before sea trials, Weilbach compiles all the
required maps and books for dispatch to the vessel, which is still in
the shipyard. After delivery of the vessel and every time navigational
conditions change, Weilbach supplies relevant, updated maps.
Weilbach is obliged to keep the vessels fully updated in this regard.
Since the set-up of the Nautical Chart Department in 1931,
Weilbach has mainly covered the Danish market and has depended
on the development of Danish shipping. For Weilbach the location of
the shipyards has not been a key issue, whereas the location of the
shipping company headquarters has been important. Danish
shipping companies have kept Weilbach as a supplier also for
newbuildings, delivered from foreign shipyards. In 1974, for instance,
Weilbach supplies were sent to new Danish vessels from Norwegian,
125. Iver C. Weilbach & Co. A/S Archives: Faktura angående nybygningsleverancer fra Iver C. Weilbach & Co., 1974.
Weilbach & Co., 1974; Poulsen and Sornn-Friese 2010.

126. Iver C. Weilbach & Co. A/S Archives: Faktura angående nybygningsleverancer fra Iver C.
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Compass corrections and
new navigational
technologies

In the eighteenth and nineteenth centuries, magnetic compasses
were state-of-the-art means of navigation, but in the twentieth
century they were overtaken by new technologies. In the post-World
War Two period, several electronic means of navigation were
commercialised, often based on technologies which originated from
the military or the navy. The radar was the most important such
innovation, enabling vessels to detect other vessels and land via
radio waves. The radar increased safety at sea, in particular during
times when rain or fog reduced navigators’ sight. The echo sounder,
another important technology, became common in the merchant
and fishing fleets in the post-war period. Based on the time it took
sound signals to travel from the ship to the sea bed and back, echo
sounders were able to measure distance and hence depths below
the keel of the vessel.(127)

Weilbach had neither the resources nor the know-how to enter the
electronic navigation market. The development of these
technologies was based on know-how from the military and
considerable technological expertise was required to commercialise
inventions from the military. Weilbach continued its traditional
activities within the production and correction of magnetic
compasses.(128) The scale of Weilbach’s compass correction
business in the post-World War Two period is evident from Figure 5.
In the 1950s Weilbach’s staff made approximately 50 compass
corrections per month. The figure shows clear seasonal variations.
Most corrections took place during the summer with good weather.
Winter season was the low season. February 1963, however, was
unusual, because ice prevented Weilbach from making any compass
corrections. The corrections were made on all types of vessels which
called at Danish ports. Customers were mainly Danish shipping
companies, but some foreign companies also used Weilbach’s
compass correction services. Weilbach also made good business,
correcting compasses on newbuildings from Danish shipyards. This
was done during sea trials.(129)
Figure 5 clearly slows the declining trend in Weilbach’s compass
correction business. Customer lists dating from the 1950s to the
1970s also show how the customer base gradually contracted and
partly changed its nature.(131) Weilbach’s compass correctors still
had jobs to do when newbuildings from Danish yards went on sea
trials, but the market for frequent corrections of existing tonnage

127. Thirslund 1989; Se også Søndergaard 2004. 128. Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 19-20. Iver C. Weilbach & Co. udklipssamling H
04. Interview with Klitgaard. 129. Interview with Erik Klitgaard og Jørgen Einer Marcussen. 131. Iver C. Weilbach & Co. A/S Archives: Kompaskorrigeringsbøger, 1950-75.
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130. Iver C. Weilbach & Co. A/S Archives: Kompaskorrigeringsbøger, 1950-75.

132. Interview with Erik Klitgaard.
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In the long run, the magnetic compass lost out to the new, electronic
means of communication. During the 1960s the old regulation,
which required compass corrections onboard each vessel at least
every four years, was abolished.(132) The so-called gyro compass,
which had already been developed in the late nineteenth century
and gained a large market in the twentieth century, overtook the
magnetic compass. Connected to a small engine, the gyro compass
was unaffected by the earth’s magnetic field and the magnetic field
from the vessel itself and hence did not have any deviation. Though
still a legal requirement onboard, the magnetic compass is now long
overtaken by electronic and satellite navigation. In the international
maritime regulation, the magnetic compass remains the official
main compass of the ship, but in practice it has been replaced by
the gyro compass and satellite navigation with Global Positioning
Systems. For the same reasons, Weilbach ceased its compass
correction business in the 1990s.(133)

70

07-50

contracted due to the advances of electronic navigation. Correction
of compasses in sailing yachts, however, developed as a new niche
for Weilbach during this period.

Figure 5. Number of compass corrections performed by Weilbach per
month, 1950-75. The bold line represents a six month average and
clearly slows a long-term downward trend (130).

133. Thirslund 1989, p. 17-24, 69-86; Interview with Erik Klitgaard.
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New management and
new owners
From 1755 to 1908, Weilbach was a family-owned and family-run
business, but this changed, when Captain Knud Prahl was made
partner in the firm. Later the two captains, Carl Sølver and Anker
Svarrer, became partners and managers of Weilbach’s business.
They ran the company as a partnership (interessentskab) in the
interwar period, but gradually this company set-up proved
impractical. If Sølver, who turned 67 years in 1949, became ill and
unable to attend the daily management of the company, he would
still be financially responsible for decisions made by the other
managers, who at this time counted three persons. The company
was thus changed into a limited company, where the economic
liability was restricted to capital invested by individual shareholders.
Moreover, in terms of taxation, the limited company was a more
attractive company set-up than the partnership. This was the
background for the establishment of the limited company, Iver C.
Weilbach & Co. A/S, on May 5th, 1949.(134)
Sølver had the idea to only entitle Weilbach employees to own
shares in the new company. The by-laws of the company stated this

specifically.(135) The by-laws also required shareholders to sell their
shareholdings upon retirement from the company. The shares were
sold on the decision of the Board of Directors and the maximum
price equalled parity.(136) The aim was to prevent speculation in the
share price and avoid frequent changes among shareholders. In this
way Sølver wanted to prevent “… the company from becoming an
object of speculation, in contradiction with the tradition, which has
remained with the company for so long.”(137) Hence, the company
was not listed on the stock exchange. Sølver also wanted to ensure
that the management could select its successor based on
competencies and without focusing on potential successors’ private
economic resources. By introducing a maximum share price equal to
parity, Sølver wanted to ensure that a well-qualified management
candidate could take over the position even if they did not control a
personal fortune.(138)
During the 1950s Sølver gradually reduced his personal workload,
transferring management responsibilities to Gottfred Stallknecht,
who was a master mariner and had a seafaring background from the
Danish government’s icebreakers. Stallknecht started his career at
Weilbach, correcting compasses. In 1956 he was promoted to
director after Sølver, who handed over his shareholding to
Stallknecht.(139) Sølver remained on Weilbach’s Board of Directors
until his death in 1966.

134. Interview with Palle Dyre; Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 35. 135. Interview with Palle Dyre; Iver C. Weilbach & Co. A/S Archives:
Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 35. 136. Iver C. Weilbach & Co. A/S Archives: Vedtægter, vedtaget på stiftende generalforsamling, 5/5-1949 og ekstraordinære
generalforsamlinger, 16/8-1949 og 22/12-1949. 137. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 17/6-1982. 138. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 17/6-1982. 139. Iver C.
Weilbach & Co. A/S Archives: Bestyrelsesmøde, 8/6-1956.
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The new shareholders had taken loans to acquire shares in the
company, and according to Stallknecht, this proved to be a heavy
burden (Stallknecht was still paying off his debt from the 1960s for
shares he had acquired). Stallknecht did not want future managers
to experience similar difficulties when taking over the company, and
he therefore decided to change the ownership structure of the
company once again. This happened in 1961, when a foundation,
Iver. C. Weilbach & Co. A/S’s Legatfond, was established.(141)
Gradually shares were placed in the new foundation, which was
self-governing and in this way Stallknecht could ensure stability and
continuity in the company ownership structure. In the case of future
management changes, the shareholding of the foundation would not
need to change hands. This fact would allow the soon-to-retire
Director to select his own successor based solely on the person’s
merits. This would allow the promotion of a key employee to the
position as manager irrespective of the person’s personal economic
resources.(142)
According to its bylaws, the foundation should support the
development of shipping through grants to institutions, societies or
persons in the business. The foundation could also support cultural,
humanitarian or scientific activities within the maritime world. Finally
the foundation could support former Weilbach employees. The
foundation had a board, consisting of three to seven persons. They
did not receive a salary and the bylaws required that a minimum of
three were directly involved in the company's business. The Director

Weilbach's Managing Director Gottfred Stallknecht correcting
compasses.

141. Iver C. Weilbach & Co. A/S Archives: Fortroligt notat af Gottfred Stallkencht angående etablering af legatfond, efteråret 1957; Iver C. Weilbach & Co. A/S Archives: Brev fra Gottfred Stallknecht til Carl V. Sølver,
23/6-1961; Brev fra Gottfred Stallknecht til Carl V. Sølver, 30/6-1961. 142. Iver C. Weilbach & Co. A/S Archives: Brev fra Gottfred Stallknecht til Carl V. Sølver, 23/6-1961; Brev fra Gottfred Stallknecht til Carl V.
Sølver, 30/6-1961; Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 38-9. Iver C. Weilbach & Co. udklipssamling H 04.
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of Iver. C. Weilbach & Co. A/S was assigned as Chairman of the
Board in the foundation.
Stallknecht served as the first chairman of the board and a number
of Weilbach employees also served as board members. Upon the
foundation’s establishment in 1961, Iver C. Weilbach & Co. A/S
transferred an amount of 20,000 kr. to the foundation and in the
following ten years the company transferred further amounts. In this
way the foundation gradually increased its shareholding in the
company.(143) Weilbach did not focus on paying high dividends for
the shareholders but rather on consolidating the business.(144)

In 1974 Traunholm was tragically killed in a car accident, and
Weilbach’s management was taken over by Erik Klitgaard. Klitgaard
also held a master mariner education and had started his career
with A.P. Møller and worked in the navy. After a few years at sea,
Klitgaard started searching for a maritime job onshore, and he found
one at Weilbach in 1965. He started in both the nautical chart and
compass correction departments.(146)

Upon Stallknecht’s retirement in 1970 Ahrent Traunholm Jørgensen
took over the position as Director and main shareholder. Stallknecht
remained on the company’s Board of Directors until he died in
1994. Traunholm held an education as master mariner just like his
predecessor and had worked at Weilbach since 1950. Before his
employment with Weilbach, Traunholm had worked as first officer in
the Danish shipping company Torm and onboard coasters in
Northern European trades. He wanted a maritime job ashore and
started at Weilbach correcting compasses. Later he was made
responsible for the Nautical Chart Department.(145)

143. Iver C. Weilbach & Co. A/S Archives: Fundats for Iver C. Weilbach & Co. A/S’s Legatfond, oprettet den 13/6-1961. 144. Iver C. Weilbach & Co. A/S Archives: Regnskabsoversigt, Iver C.Weilbach & Co. A/S,
1949/50-1999/2000, Palle Dyre, 2. september 2000; Interview with Erik Klitgaard. 145. Iver C. Weilbach & Co. A/S Archives: Historisk redegørelse af Gottfred Stallknecht til Erik Klitgaard, 2-1975, p. 22-3.
146. Interview with Erik Klitgaard.
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New challenges in
troubled times

1973 — 1988

Recession and crises in
shipping, ship building
and fisheries
In 1973 the Western economies entered a difficult period,
characterised by stagnation. Following a period of rapid growth and
full employment up until 1973, the Danish economy was also hit by
the change in the macro-economic climate. For the first time in
decades, the shipping industry experienced stagnation and later a
drop in demand. For shipping companies, the period 1973-87 has
been described as a great shipping crisis. The oil tanker segment
was hit hardest by the crisis, even though problems also cascaded
into other shipping segments. When demand for oil shipping started
to stagnate, new vessels, which ship owners had ordered during the
boom years prior to 1973, continued to enter the world fleet and the
global shipping supply was slow in adapting to the new market
conditions. With the exception of A.P. Møller, Danish shipping
companies had not invested in large oil tankers, and were thus not
as strongly exposed to the drop in the tanker markets as their
foreign colleagues. Only one major Danish shipping company,
Dansk-Fransk D/S, was forced into liquidation, and this shows that
Danish shipping generally fared relatively well during the 1970s
despite the drop in freight rates.(147)

Traditional maritime nations such as Norway, Great Britain and
Denmark met increasing competition from emerging shipping
centres in Asia, including Japan, South Korea, Hong Kong and
Singapore. Ship owners often operated vessels from these locations,
registered under low-cost flags such as Panama and Liberia.(148)
Shipping companies from high-cost countries in Western and
Northern Europe responded to these challenges by changing their
fleets’ flags, causing a gradual contraction of European flagged
fleets. In the mid-1980s Danish shipping was under heavy pressure
from cheaper registers and Danish ship owners started to transfer
their fleets to open, low-cost registers.(149)
Difficulties in the shipping freight markets cascaded into the ship
building industry. It took quite some time for most ship owners, ship
builders and politicians to realise that a structural change had
occurred in the shipping market.(150) In 1974 shipyards held large
orders, booked during the boom years of the early 1970s, and in
most cases order books were filled for two, three or four years into
the future.(151) Therefore, the world fleet continued to grow despite
new market conditions. When ship owners gradually started to
realise the nature of change, ordering of new vessels almost came
to a halt and ship builders began to experience difficult times.
The construction of large crude oil tankers, which had filled many
yards’ order books, came to a halt. The largest Danish shipyard, the
Odense Steel Ship Yard, which had built many such ships from the
1950s to mid-1970s, had to shift to the construction of other vessel

147. Lund 1995; Jeppesen, Andersen and Johansen 2001, p. 193-245; Johannesen 2005; Tenold 2006; Stopford 2009. 148. Chida and Davies 1990; Tenold 2006; Jamieson 2003.
Iversen; Jeppesen, Andersen and Johansen 2001, p. 207; Stopford 2009. 150. Johnman and Murphy 2002; Jamieson 2003; Tenold 2006. 151. Pedersen 1973.

149. Sornn-Friese and
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The Danish owned bulk carrier 'Nordkyn' in the building dock of the Japanese
Mitsui Engineering & Ship building Co. in 1977 (Maritime Museum of
Denmark).

types, mainly container ships. Most Danish yards, however, had a
broad product range, which allowed them to shift to ship types hit
less hard by the shipping crisis. In Denmark a large market for
coasters, roll-on/roll-off vessels and small container vessels,
financed by so-called K/S-companies (kommandit-selskab)
emerged.(152) The K/S-companies were financed by private
investors who had no past experience with shipping. The vessels
were managed by companies such as Bewa Line, Lindinger and
152. Jensen 1993; Jeppesen, Andersen and Johansen 2001, p. 32, 208-11.

The 'Mercandian Importer’ was built at the shipyard in Frederikshavn in 1974
and owned by a K/S company. Weilbach supplied nautical charts,
handbooks and nautical equipment to several such vessels (Maritime
Museum of Denmark).

Mercandia, which were established in the 1960s and expanded
rapidly in the 1970s. The K/S-companies in the Mercandia group
built more than 100 such vessels in the yard in Frederikshavn.(153)
The background of this boom was Danish taxation rules, which
allowed private investors to tax advantages for a period of time, if
they invested in new ships from Danish yards. The K/S market
became important both for Danish shipbuilders and Danish
suppliers.

153. Mikkelsen 2007; Christensen 2010; Poulsen and Sornn-Friese 2011.
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The growth of the K/S-fleet in the 1970s and 1980s could not
conceal the fact that the shipping crisis also affected Danish ship
building. In 1986 forecasts were very pessimistic. Within one year,
several Danish yards would have empty order books, if the situation
did not change. Three Danish yards, in Elsinore, Aalborg and
Nakskov, did actually close between 1983 and 1988.(154) The
holding companies of the yards, the EAC and J. Lauritzen groups,
were both going through hard times and did not have sufficient
resources to support ailing yards. Even though the three yards
closed, the structure of the Danish ship building industry remained
almost intact for another ten years, and Danish ship building was
able to maintain its global market share of approximately 3 per
cent.(155)
Danish fisheries, which had emerged as a promising market for
Weilbach in the interwar period, also experienced problems in the
1970s and 1980s. This was due to the increasing pressure that
fishing was causing on fish stocks. In the 1970s decades of growth
in Danish fisheries came to a halt, as new regulations, which
restricted fisheries began. In order to avoid overfishing or the
collapse of fish stocks, fishing quotas were implemented. This also
contributed to profitability problems in the Danish fisheries. Despite
the new quotas, some fish stocks continued to decline. The number
of vessels in the fishing fleet was also gradually reduced and
therefore the market for nautical instruments for fishing vessels
started to shrink.(156)
154. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 13/6-1986.
and Rud 2004; Koch 2005; Olesen 2012. 156. Byskov 2005.

Weilbach has published the Fisheries Yearbook for the Danish
fishing fleet since 1929.

155. Lange 1995, p. 332-6; Poulsen and Sornn-Friese 2010. See also Holm 1999; Pedersen, Olsen, Poulsen, Jørgensen, Olesen, Bech
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Changes in Weilbach’s
businesses

Weilbach depended on developments in shipping, ship building and
fisheries and continued to grow in the mid-1970s. In 1974 the
director described the growth in turnover as “satisfactory” and the
following year the picture was the same.(157) The turnover
continued to rise and the Director described the liquidity of the
company as “satisfactory”.(158)
Weilbach was not directly affected by the change in macro-economic
climate as the company’s order book originated from the high-growth
period up until 1973. Despite the decline of shipping freight rates in
1973-74, most shipyards and many maritime suppliers held large
order books, and there was a considerable time lag from ordering to
the delivery of new ships. This time lag explains the continued
growth of Weilbach in the 1970s. Weilbach also benefitted from the
growth in the K/S-financed fleet. In Weilbach’s customer lists from
the mid-1970s companies such as Bewa Line, Mercandia and
Lindinger appeared frequently.(159)

This building at 35, Toldbodgade, Copenhagen was taken over by Iver
C. Weilbach & Co. A/S in 1976 and continues to house the company.

157. Iver C. Weilbach & Co. A/S Archives: Bestyrelsesmøde, 10/6-1975. 158. Iver C. Weilbach & Co. A/S Archives: Bestyrelsesmøde, 10/6-1975.
til nybygninger, 1973-75. Interview with Jørgen Einer Marcussen and Erik Klitgaard.

159. Iver C. Weilbach & Co. A/S Archives: Faktura for leverancer
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From the late 1970s, the structural changes, experienced in
shipping, ship building and fisheries, started to pose challenges to
Weilbach. To a large extent Weilbach depended on Danish
customers within these areas and would not be able to maintain the
size of the business in the long run if its main customers continued
to struggle. Weilbach’s deliveries of nautical equipment and nautical
charts were almost directly proportional to the number of vessels in
the fleet. The change in the macro-economy became clearly visible
for Weilbach from 1977. For the financial year 1977-78, the Director
called results “satisfactory”, taking the general market situation into
consideration. However, the costs were increasing and it was difficult
for the company to increase prices accordingly.(160) This resulted in
a decline in the year’s result. For the year 1978-79 development was
very negative for Weilbach, and for the first time the Director used
the word “unsatisfactory” in the Board minutes. Both the turnover
and profitability were reduced and problems started to emerge most
clearly in the nautical instrument department which was unable to
achieve satisfactory results for deliveries of instruments to new
vessels. Weilbach had taken up an agency for an auto-pilot, tailored
for the coaster fleet, but this soon proved to be a disappointment.
The difficulties in the nautical instrument department caused the
management to look for new types of business and implement
various cost reductions.(161) The results for the year 1978/79 were

thus not alarming in any way and for the year 1979/80 results again
proved satisfactory.(162)
During the 1980s Weilbach’s different departments underwent a
change. Growth continued in the Nautical Chart Department,
whereas the Nautical Instrument Department was stagnant. In the
year 1980/81 approximately 57 per cent turnover and approximately
70 per cent profit were generated by the Nautical Chart Department.
The Nautical Instrument Department, on the other hand, had a
reduced profit, and management explained this was due to
problems in Weilbach’s own production lines rather than agencies
the department held.(163) The following year, the Nautical Chart
Department had further increased its importance to the company.
61 per cent of the turnover and approximately 77 per cent of the
profit derived from the nautical chart business.(164) In contrast, the
instrument business “… had reduced profit potential, which is very
dissatisfactory and low profitability from the company’s own
production is signaled out as the reason.”(165) The main part of the
nautical instrument production took place in the subsidiary Weilbach
Production, which was established in 1976 but built on activities,
dating back to as early as 1919.

160. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 7/6-1978. 161. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 14/6-1979. 162. Iver C. Weilbach & Co. A/S Archives: Generalforsamling,
10/6-1980. 163. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 15/6-1981. 164. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 17/6-1982. 165. Iver C. Weilbach & Co. A/S Archives:
Generalforsamling, 9/6-1983.
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Weilbach Production
In 1919, a new nautical instrument making company was
established under the name Einer Weilbach & Co. and it became a
competitor to Iver C. Weilbach & Co. Einer Weilbach & Co. was
established by Einar Weilbach, who belonged to the branch of the
Weilbach family which had taken over the flag and sail maker
business back in 1887, when Weilbach’s business was split into two
parts. Einer Weilbach ran the business in the interwar period and his
son, John Philip Weilbach, took over the management in 1946. After
decades of competition, Iver C. Weilbach & Co. and Einar Weilbach &
Co. made a cooperative agreement in 1976. Iver C. Weilbach & Co.
acquired the building in central Copenhagen, where Einer Weilbach
& Co. was a tenant. Iver C. Weilbach & Co. acquired a shareholding
in Einar Weilbach & Co. and the two companies established a joint
venture, A/S Weilbach Production, which would henceforth produce
nautical instruments.(166) In 1977 Iver C. Weilbach & Co. acquired
all the shares in Weilbach Production. The remaining shares in Einer
Weilbach & Co. were acquired by Iver C. Weilbach & Co. in May
1981.(167) The largest asset in Einar Weilbach & Co.’s business
was the production of 'Seaview' windows for ships, which remain in
Weilbach’s production today.(168)
Even though the agreement between the two former competitors
reduced the number of compass and nautical instrument makers in

The Seaview window was produced by Einer Weilbach & Co. but
the production was ultimately taken over by Iver C. Weilbach &
Co. The window remains in production today.

Denmark, the market remained a difficult one. In 1976, upon its
establishment, Weilbach Production employed 13 people and
results in the first year proved “satisfactory” However only two years
later the Director noted that it was difficult to make a profit from

166. Interview with John Philip Weilbach; Einer Weilbach & Co. A/S Forhandlingsprotokol, Generalforsamling, 13/4-1976. Iver C. Weilbach & Co. A/S Forhandlingsprotokol, Bestyrelsesmøde, 13/1-1976, Ekstraordinær
generalforsamling, 3/3-1976, Generalforsamling, 11/6-1976. 167. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 3/8-1977; Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 15/6-1981.
168. Iver C. Weilbach & Co. A/S Archives: Bestyrelsesmøde, 14/6-1979.
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nautical equipment produced by Weilbach Production.(169) The
following year the Director’s tone became more skeptical and
pessimistic, and the result was “dissatisfactory”. “For a large part of
the production … it was difficult to make a profit, and some products
were even sold with a loss. The efforts to rationalise production
would have to be increased to prevent the end of non-profitable
production.”(170)
From the 1982 Board Minutes of Weilbach Production it is evident,
that “… it will not be possible to maintain unprofitable production
indefinitely.”(171) The activities however continued the following
years, despite dissatisfactory results, and the management
continued to emphasise its concern over the development.
Weilbach’s Director was very patient, because he saw the nautical
instruments as complementary to the other services Weilbach was
offering its customers. The results of the instrument department
were not seen in isolation.(172)
In the first half of the 1980s a development programme was
initiated with the aim of lifting the company turnover. The company
tried to broaden its product range based on developing existing
products. Weilbach Production developed a new type of maritime
windscreen wiper and a larger version of the 'Seaview' window. Even
though Management held hopes for the products, it was clear they
would not significantly change the company results. This was due to

the fact that Danish ship owners did not have larger ordering
programs and order books at the Danish shipyards were generally
slim.(173)
Iver C. Weilbach & Co. gradually increased its support of Weibach
Production, and the development in the subsidiary continued to
deteriorate.(174) When Weilbach Production’s manager, Leif
Gottschalk-Hansen, retired, it was decided to merge the two
companies. This happened on May 1st, 1994.(175)
To sum up, the 1970s and 1980s were a difficult period not only for
Danish shipping, ship building and fisheries, but also for some of the
maritime suppliers. For Weilbach, a gradual contraction in the
Nautical Instrument Department took place, whereas nautical
charts and maritime books became a more important business
area. For the instrument department the problems in ship building
and in the fisheries had a negative effect. The demand for magnetic
compasses was negatively affected by the development of the gyro
compass and the growth of electronic navigation. The nautical chart
business fared better because it did not depend so heavily on the
fishing fleets or Danish ship building. For the nautical chart
business, the location of the shipyards was not crucial, but the
number of Danish vessels, regardless of country of origin, was.(176)
Weilbach’s stable relations with Danish shipping companies ensured
a sound business in this department.

169. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 14/6-1979. 170. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 10/6-1980. 171. Iver C. Weilbach & Co. A/S Archives: Generalforsamling,
17/6-1982. 172. Interview with Erik Klitgaard. 173. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 9/6-1983; Generalforsamling, 27/6-1984; Generalforsamling, 19/6-1985. 174. Iver C. Weilbach & Co.
A/S Archives: Generalforsamling, 20/6-1991; Generalforsamling, 17/6-1992; Generalforsamling, 22/6-1993; Generalforsamling, 2/8-1994. 175. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 2/8-1994.
176. Interview with Erik Klitgaard.
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The management and Board of Iver C. Weilbach & Co. A/S photographed in 1980. John Philip Weilbach, lawyer Chr. Heden, Managing
Director Erik Klitgaard and Head of the Board of Directors and former Managing Director Gottfred Stallknecht are sitting down. Vice
Director Jørgen Marcussen, Leif Gottschalk-Hansen and accountant Palle Dyre are standing.

Employees of Weilbach’s shop, photographed on December 23rd, 1976.

1988 — 2008
Growth in Danish shipping, demise
of Danish ship building and the
transformation of Weilbach

1988 — 2008

The Danish International
Register of Shipping and
growth in Danish shipping

Danish-controlled vessels were transferred back to the Danish flag
fueling new optimism within the Danish shipping community. The old
key shipping companies, which all originated from the nineteenth
and early twentieth centuries, had remained in business despite the
difficult conditions for one and a half decades between 1973 and
1988. And they soon proved able to utilise new business
opportunities in rising shipping markets.(177)

Shipping is a global industry and in the 1980s the competition
between traditional maritime nations from Europe and new maritime
nations, notably from Asia, intensified. In the mid-1980s the Danish
merchant fleet declined rapidly, as several Danish shipping
companies chose to reflag from Denmark to low-cost, open
registries, e.g. in Liberia or Panama. For Weilbach an absolute
decline in the Danish-controlled fleet would cause problems, as the
number of orders for Weilbach depended directly on the number of
Danish vessels. The decline of the Danish flagged fleet was not a
problem in itself, because the company also supplied
Danish-controlled vessels under foreign flags.
On January 1st, 1989 the Danish International Register of Shipping
(DIS) was established by the Danish Government in an attempt to
halt the out-flagging from Denmark. Danish ship owners who
registered vessels in the DIS were allowed to employ foreign ratings
at local salaries. Moreover ship owners were allowed to pay
net-wages to the seafarers in DIS. This improved the
cost-competitiveness of Danish-flagged vessels. As a consequence,

The 'Sea-land Charger', a container ship in the Maersk Line fleet,
approaching San Francisco (René Taudal Poulsen).

177. Jeppesen, Andersen and Johansen 2001, p. 117-23, 147-50, 167-8, 193-248; Sornn-Friese 2003; Sornn-Friese and Iversen 2011; Sornn-Friese, Poulsen and Iversen 2012; Sornn-Friese and Hansen 2012.
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Even though the 1990s did prove a difficult decade for some Danish
shipping companies, the stage for growth was set and around the
turn of the millennium, Danish shipping experienced a global
breakthrough. Booming shipping markets between 2003 and 2008
and dedicated growth strategies in Danish shipping companies
combined with supportive maritime policy conditions fuelled this
breakthrough. The booming Chinese economy demanded vast
imports of raw materials, including oil and iron ore, and container
ships started to supply the world with consumer goods produced in
Chinese factories from around 2000. Danish shipping companies
were able to grasp this opportunity – they were supported by Danish
policy makers in this regard. Several Danish tanker and dry-bulk
shipping companies built up large fleets of product tankers and bulk
carriers in commercial pools, where they managed vessels owned by
foreign shipping companies. Through organic growth and foreign
acquisitions, Maersk Line became the world’s largest container liner
and the parent company, the A.P. Moller-Maersk group, expanded
activities within other shipping segments such as tankers and
offshore vessels. A.P. Moller-Maersk also built up a large oil
company with world-wide oil exploration and production activities.

the development of the coaster fleet from the 1960s to the 1980s.
For these reasons, the Danish coaster fleet was gradually reduced
and by 2013 the fleet had virtually disappeared.(178)

There was one shipping segment where growth did not materialise.
The coaster fleet increasingly lost international competitiveness,
experiencing problems in the competition with road transport.
Danish taxation rules were also amended in the 1990s and this
brought an end to the K/S-ship finance market, which had fuelled
178. Jeppesen, Andersen and Johansen 2001, p. 243-5.
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Maritime
de-industrialisation

The growth of Danish shipping after 2000 is in strong contrast to the
decline of Danish ship building, which proved unable to respond
effectively to the challenges posed by new Asian ship-building
nations. Ship building is a mature industry, and late industrialising
countries from Asia with low labour costs and supportive
governments have gradually taken over from the old ship building
centers in Europe. Japan emerged as the first large-scale Asian
ship-building country in the 1950s and was followed by Taiwan,
South Korea and China, which have built up large ship building
capacities. Today, China, South Korea and Japan dominate the
global ship-building markets. Seen from a Danish or European
perspective, this process is one of maritime de-industrialisation.
From a global perspective, however, it is seen as a global shift in
manufacturing.(179)

In Denmark, maritime de-industrialisation came relatively late,
compared to neighbouring countries such as Sweden and Great
Britain, which had closed large ship yards during the 1970s. In the
Danish context, the process took place from the late 1990s, when
all the large shipyards started to close down. The last major shipyard
to cease was the Odense Steel Shipyard in 2012, but most closures
took place around the turn of the millennium. Danish shipping
companies, the main customers at the Danish shipyards, transferred
the bulk of their new orders to Asian shipyards in the late 1990s. For
the Danish maritime suppliers, the closure of the Danish shipyards,
to which they had supplied various types of equipment and services,
posed a challenge. They had to adapt to the new realities of global
ship building – this also included Weilbach.(180)

179. Poulsen and Sornn-Friese 2010; Olesen 2012. See also Chida and Davies 1990; Johnman and Murphy 2002; Jamieson 2003.

180. Poulsen and Sornn-Friese 2011; Poulsen, Wæhrens and Nielsen 2012.
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The decline of Weilbach’s
nautical instrument
business
The declining trend, experienced by Weilbach’s nautical instrument
business in the 1970s and 1980s, continued into the 1990s,
contrasting with the other business areas of the company. During
the 1990s demand for traditional nautical instruments, supplied by
Weilbach (most notably magnetic compasses) continued to decline.
Prices were also unsustainable. The Board Minutes of the period
show the pessimistic outlook of Weilbach’s management for this
department, but they also show their patience.(181) Weilbach’s
management held social concerns for the employees in the
instrument department, who would run the risk of unemployment if
the company abandoned the business. For this reason the business
continued until the mid-1990s.(182)
Weilbach’s engagement in the production of nautical equipment,
however, did not cease completely. In 1993/94 Weibach invested in
a British company, John Lilley & Gillie Ltd., which produced nautical
instruments of the same types as Weilbach. Lilley & Gillie dated
back to the 1880s, when the founder, John Wilson Gillie, became a

nautical instrument maker in Sunderland in England. Later, Lilley &
Gillie also expanded their business to include a Nautical Chart
Department – in this respect, it resembled Weilbach’s development
very closely. Today Lilley & Gillie remains as the largest magnetic
compass makers in the world.(183) Lillie & Gillie’s business was
located in North Shields on the River Tyne, but later production
moved to Birmingham.(184) The aim of Weilbach’s investment was
to extend co-operation between the two companies. Weilbach
negotiated an agency for Lilley & Gillie’s products and in this way
was able to offer customers the same types of equipment as it had
done when it had its own instrument department.(185) Weilbach
still holds shares in Lilley & Gillie and was represented on the Lilley
& Gillie Board by Erik Klitgaard, the former Director of Weilbach, until
2013.
In 2007, Weilbach once again got directly involved in the production
of nautical equipment in Denmark. In a joint venture with Christian
Hansen, a Danish electrical engineer (elektromekaniker), Weilbach
invested in the company, Nautisk Service ApS, which produced
magnetic compasses. Jørgen Kissmeyer-Lind, a former foreman at
Einar Weilbach & Co., had established Nautisk Service in the
mid-1970s and had competed with Weilbach in the 1980s and
1990s. Nautisk Service was the last Danish maker of magnetic
compasses, but it ceased production of magnetic compasses in
2009-10. Nautisk Service does, however, maintain Weilbach’s
production of 'Seaview' windows.

181. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 2/8-1994. 182. Iver C. Weilbach & Co. A/S Archives: Bestyrelsesmøde, 10/4-1995; Interview with Erik Klitgaard; Interview with Jørgen Einer
Marcussen. 183. Turnbull 1985; Gillie 1997; http://www.lilleyandgillie.co.uk/. 184. Interview with Erik Klitgaard. 185. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 2/8-1994.
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The maritime publishing
business
As the nautical instrument business contracted, another of
Weilbach’s minor activities, the maritime publishing business,
started to expand. Growth started in 1978/79, when Weilbach
entered an agreement with the Danish Ministry of Trades’ Directory
for Maritime Education. According to the agreement Weilbach would
publish maritime text books for Danish maritime students, both
navigators and engineers. In 1981, another agreement was signed
by Weilbach and the Danish maritime administration. This
agreement allowed Weilbach to handle the sales and distribution
from the Ministry of Industry’s Maritime Department, the Directory
for Port State Controls and the Danish Register of Shipping, and
paved the way for further expansion within maritime
publishing.(186)
On a more general level, the boom in maritime publishing was
related to the rise in national and international shipping regulation,
which started in the late 1960s and which has continued to the
present. Most importantly, the United Nations’ International

186. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 14/6-1979.

Maritime Organisation (IMO) introduced the SOLAS Convention for
the Safety of Life at Sea and the MARPOL Convention for Prevention
of Pollution from Ships, and these conventions have continuously
been updated ever since. Following a number of major casualties at
sea, conventions were tightened and new procedures and rules were
introduced. The capsizing of the British ferry 'Herald of Free
Enterprise' in 1987 and the sinking of the Estonian ferry 'Estonia' in
1994 sparked these new regulations. Major oil spills, following the
grounding of the 'Exxon Valdez' in 1989 and the sinking of the
tankers 'Erika' and 'Prestige' in 1999 and 2002, respectively, also
demonstrated the need for tighter regulations. Recently, new safety
regulations in ports and the regulation of air emissions from
shipping have also entered the international regulatory framework.
All these developments have caused the number of maritime
regulatory publications to soar. At sea, seafarers need access to
updated information on the new regulations – onboard maritime
libraries always need the latest publications and regulations.
Weilbach has developed the maritime publishing business in a
Danish context and become the leading company in this field.
Weilbach entered this field using the Nautical Chart Department’s
long-lasting connections with Danish shipping companies. Based on
the old customer-relations, it was feasible for Weilbach to expand
into the maritime publishing business. Shipping companies can
subscribe to updates both from Weibach’s Nautical Chart and
Publishing Departments and Weilbach continuously supplies them

187. Interview with Jørgen Einer Marcussen; Interview with Erik Klitgaard.
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with the most updated charts and books.(187) Today Weilbach sells
and distributes all IMO publications in Denmark, including the
SOLAS and MARPOL Conventions and the International Ship and
Port Facility Security Code (ISPS) concerning safety in ports.
Weilbach’s Publishing Department has expanded in close
co-operation with the Danish Maritime Administration.(188) Today
Weilbach acts as publisher for the Danish Maritime Authorities,
when new rules are issued. It also makes publications for the
non-profit organisation Seahealth Denmark (Søfartens
Arbejdsmiljøråd) and text books for the Danish nautical schools. The
agreement with Seahealth Denmark started in 1996/97. Weilbach
acts as publishing consultant for the organisation and distributes its
publications to Danish vessels.(189)

188. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 7/8-1990; Generalforsamling, 20/6-1991; Generalforsamling, 17/6-1992; Generalforsamling, 22/6-1993; Generalforsamling, 19/9-1997; Bestyrelsesmøde,
4/9-2000. 189. Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 19/9-1997; Iver C. Weilbach & Co. A/S Archives: Generalforsamling, 16/9-2003.
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Management and
ownership changes
After serving as Weilbach's Director for more than 30 years, Erik
Klitgaard retired in 2005 and passed on the Director position to
Torben Frerks. Erik Klitgaard was appointed to the Board of Directors
of Weilbach. As part of the management change, Erik Klitgaard
transferred his shareholding in Iver C. Weibach & Co. A/S to the
foundation, Iver C. Weilbach Fonden, which became the sole owner of
the company. His successor held a master mariner education and a
Master’s degree in Law. Before his employment with Weilbach, Torben
Frerks had worked as President of a maritime education institution.
(Maritimt Uddannelsescenter Vest) in the town of Esbjerg.(190)

Torben Frerks was appointed
director at Weilbach in 2005.

Erik Klitgaard served as
director at Weilbach for
more than three decades.

190. Iver C. Weilbach & Co. A/S: Bestyrelsesmøde, 3/12-2004; Interview with Erik Klitgaard.

Weilbach’s staff in 2005.

Weilbach’s staff in 2008.
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Back to normal

The period 2002 to 2008 represented growth opportunities that
Danish and international shipping companies had not seen for more
than three decades, but in the fall of 2008 the boom in the global
economy came to an abrupt halt. Bank collapses in the United
States and Europe, escalating problems in the housing market and
high debt rates both in North America and Europe caused
consumers, investors and governments to take a more pessimistic
view of the future. Reduced growth rates and even negative
economic growth in some countries as well as higher unemployment
levels followed.
For shipping, the change in macro-economic climate caused major
challenges, because large numbers of new vessels ordered during
the boom continued to enter the world fleet. Over-capacity ensued
and freight rates dropped quickly. For the first time ever, global
container trades experienced a major drop in volumes in 2009. Even
though container volumes soon picked up again, global fleet

over-capacity and low freight rates remained a major problem for the
liner industry. The other main shipping segments, tanker and
dry-bulk shipping, suffered similar overcapacity problems, and in
many cases survival of shipping companies was at stake. Several
shipping companies foundered and in some cases creditors proved
willing to reconstruct the businesses in the hope that future market
conditions would improve.(191)
As was previously the case, it took some time before the full effect of
the change in shipping markets cascaded down to ship builders and
maritime suppliers. When the freight markets collapsed in 2008,
order books of the shipyards and several maritime suppliers
extended three or four years into the future, so the suppliers
continued to benefit from the boom for longer than shipping itself.
Ultimately, however, orders started to dry up in the yards and for
suppliers. Thus, the result of the drop in freight markets for shipping
and its suppliers remains to be seen.

191. UNCTAD 2012; Iversen and Sornn-Friese 2012.
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Weilbach Singapore

Despite the change in market conditions after 2008, the global
nature of shipping has continued to evolve in new ways. Singapore,
an Asian growth economy which emerged as a shipping and trading
center in the 1970s, continued to gain global significance in
shipping after 2008. Danish shipping companies had set up
subsidiaries in Singapore already in the 1980s and 1990s and
started to operate large fleets of vessels from the city. After 2000,
some of the major and medium-sized Danish shipping companies
started to relocate ship management functions and some parts of
technical departments from the Copenhagen head-quarters to
Singapore.(192) Some of the procurement decisions, including
shipping company choices about various maritime supplies, were
subsequently made in Singapore rather than Copenhagen. In
response to this change, Weilbach decided set up a subsidiary,
Weilbach Singapore Ptd. Ltd. In 2010 Weilbach stationed an

192. Sornn-Friese and Hansen 2012.

employee in Singapore in order to support company sales of nautical
charts and maritime publications and soon he was joined by a
colleague. Weilbach’s aim with this move was to stay close to
shipping company decision makers and to improve customer
services. The location in Singapore, in a different time zone than
Copenhagen, allowed Weilbach to offer customers higher service
levels and speeder services.(193) As part of the international
transformation of Weilbach, the company language has also
changed from Danish to English.

193. Interview with Torben Frerks.
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Weilbach and the
electronic transformation

Since 2008 Weilbach has not only changed the spatial focus of its
business, it has also embarked on a technological transformation of
its two main businesses activities, selling nautical charts and
maritime publications. When Torben Frerks became Managing
Director in 2005, all of the company services in the Nautical Chart
and Publishing Departments were paper-based. Nautical charts and
books were printed and mailed to the vessels. Frerks soon realised,
however, that shipping companies needed electronic services.(194)

nautical charts, allowing it to move forward. Weilbach started
offering its customers both printed and electronic versions of IMO
regulations, other maritime handbooks and electronic nautical
charts, before the shipping companies started to demand this. In
this way Weilbach managed to gain a first-mover advantage within
this field in Denmark. Weilbach is now, by far, the largest supplier of
these services in the country and offers 24/7 delivery of new books
and nautical charts as well as updates.

In the early 2000s the development of electronic publishing and the
advent of electronic nautical charts posed new challenges for
Weilbach’s printed services. Rather than fighting an uphill battle to
shield old businesses from technological change, Frerks decided to
act proactively. A new electronic department was set up within
Weilbach to handle electronic services, and Weilbach negotiated
with the relevant electronic agencies for maritime books and

Despite the drop in shipping markets since 2008, Weilbach has
succeeded in continuously increasing its turnover. In 2013 one-third
of the company’s turnover derived from electronic products and
services, showing a clear increasing trend. The electronic
transformation of the company and its services is ongoing. Weilbach
has opened a new chapter in its long history.

194. Interview with Torben Frerks.
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More than 260 years have passed since Weilbach’s founder, Iver
Jensen Borger, sailed on the 'Nellebladet' from Denmark to
Trankebar in India. Onboard, Borger gained experiences with life at
sea and was able to enhance his skills as a maker of flags, sails and
magnetic compasses. In 1755, upon his return to Denmark, Borger
set up his own maritime supplier business in Copenhagen. Several
of his fellow flag, sail and compass makers followed similar career
paths, but Borger’s business (later renamed Weilbach), proved more
enduring than all others and is the only such maritime supplier still
in existence in Denmark today. Weilbach has successfully adapted to
several fundamental changes in maritime markets, technologies and
regulation.
Weilbach’s two main customer groups, shipping and ship building,
have been characterised by large market fluctuations throughout
this period. Since Weilbach’s founding in 1755, the shipping industry
has tended to swing between boom and bust and wild freight market
fluctuations have cascaded onto shipbuilders and maritime
suppliers. The booms in Danish shipping up to 1807, during World
War One and most recently from 2002 to 2008 have offered

promising business opportunities to Danish shipping, and Weilbach
as a maritime supplier has clearly benefitted from this. The difficult
periods for shipping, which followed after Denmark’s involvement in
the Napoleonic Wars in 1807, in the post-World War One bust and
during the 1970s and 1980s reduced the market for maritime
suppliers, but did not remove it totally. Generally, Weilbach’s
business has been less volatile than the shipping industry. Ships
and shipping companies have needed the kinds of equipment and
navigational aids Weilbach has been able to supply, regardless of
freight rate fluctuations, providing Weilbach with ongoing
commercial stability.
Several times over the past three centuries, technological changes
have posed serious challenges for Weilbach. However, they have
also offered new business opportunities, some of which the
company has been able to grasp. New ship propulsion systems, new
ship building materials as well as new means of communication and
navigational aids have fundamentally changed maritime
technologies. In contrast to Weilbach, many companies and persons,
who were unable to adapt to these, have been forced to leave the
business.
The shift from sailing ships to steam vessels took place from the
1820s to the 1910s and improved vessel productivity significantly. It
propelled a long-term growth in world seaborne trade, and paved the
way for limited shipping companies, which have dominated the
shipping industry since the latter half of the nineteenth century. In
Denmark, the transition from sail to steam also contributed to the
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centralisation of shipping in Copenhagen, where Weilbach has
always had its main base. Even though the transition lasted almost a
century, it eroded the basis of the flag and sail maker business. In
1887 Weilbach’s business was split in two: One part took over the
compass maker business, while the other took over the flag and sail
maker business. In response to the declining market for sails, the
flag and sail makers managed to utilise their competencies in new
ways, producing tarpaulin and tents instead. In the long-term,
however, Weilbach’s compass maker business proved more viable.
A second major transformation in vessel propulsion technologies
took place from 1912 to the 1950s, when marine diesel engines
replaced steam engines. This transition also improved the
productivity of the world fleet, enabling further long-term growth in
world seaborne trade – Danish ship builders and ship owners were
first-movers in this transition. However, the new propulsion
technology did not have any significant impact on Weilbach’s
business areas at the time (nautical instruments) as they were not
dependent on the vessels engine types.
Changes in ship-building materials had a more direct effect on
Weilbach’s business than the advent of the marine diesel engine. In
the eighteenth and early nineteenth centuries wood was used for
ship building, but iron hulled vessels started to replace wooden
ships in the 1850s and by the 1890s steel hulls became the new
norm. Metals affected the magnetic compasses, causing deviation.
Regular compass corrections onboard ships were necessary to solve
this problem, and Weilbach was able to build up a substantial

business in this area. For decades, compass corrections were done
by Weilbach’s employees on Danish newbuildings and on regular
intervals onboard existing vessels. For Weilbach, this business area
started to decline in the 1950s, but they maintained it until the
mid-1990s.
The decline, and ultimate demise, of Weilbach’s compass correction
business was caused by a fundamental change in maritime
communication and navigation technologies. A technological
transition started with the advent of the gyro compass in the first
half of the twentieth century. After World War Two, military inventions
within electronic navigation were commercialised for merchant
shipping. The electronic transition was a long one, spanning several
decades. Today global positioning systems and other means of
electronic navigation are key technologies for safe navigation of
ships. Even though vessels are still required to have magnetic
compasses onboard, magnetic compasses are technologically
obsolete. Weilbach did not attempt to take part in the development
of electronic navigation after 1945, lacking competencies in this
area. The business of electronic navigation was developed by other
companies. Weilbach maintained its production of magnetic
compasses until 2009-10, by which time the market had contracted
so much that it was no longer a viable business area.
The electronic revolution is currently affecting Weilbach's two key
business areas – the supply of nautical charts and maritime
handbooks for onboard libraries. Weilbach had entered both
business areas as early as the interwar period, but they did not
113

Conclusion

develop into substantial businesses before the 1960s and the
1970s, respectively. From that time, the development of
international maritime safety regulations set stricter requirements
for vessels’ operational standards, including the updating of nautical
charts and the availability of maritime handbooks in onboard
libraries. The market for nautical teaching material also increased
accordingly, and Weilbach has been able to supply all these markets.
Today electronic nautical charts and electronic maritime handbooks
and regulations are replacing traditional prints on paper. This
process is ongoing at the time of writing. Paper is still in use, but
since 2005 the digital transition has developed rapidly. Instead of
fighting an uphill battle for the old paper technology, Weilbach has
decided to act as first-mover in the transition to electronic supplies
of nautical charts and maritime handbooks. The company has set
up a new Electronic Department to cater for the special needs in this
field and has already proved its electronic capabilities. The decision
to focus on electronic nautical chart supplies to shipping and
electronic maritime publishing has fuelled new growth for Weilbach
since 2005. Weilbach remains a key maritime supplier.
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Archial sources

• Newspaper collection
• Picture collection
• Order book: Ordrebog, 1916-34

Iver C. Weilbach & Co. A/S Archives
• Minutes of board meetings and annual general meetings:
Bestyrelses- og generalforsamlingsprotokoller for Iver C. Weilbach
& Co. A/S, 1949-2005
• Minutes of board meetings and annual general meetings:
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& Co. A/S, 1952-81
• Minutes of board meetings and annual general meetings:
Bestyrelses- og generalforsamlingsprotokoller for Weilbach
Production A/S, 1976-94
• Book on compass corrections: Kompaskorrigeringsbøger,
1950-75
• Invoices, nautical chart department: Faktureringer fra
søkortafdelingen, 1974-75
• Correspondences
• Historical note by Gottfred Stallknecht to Erik Klitgaard, 2-1975.
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• Accounts: Statusbog 1917-46
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(underskrevet og trykt af Kjøbenhavns Politikammer, 1825-60).
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• Weilbach og Cohn A/S
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