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Green Seas and White Horses follows two earlier works 
by Peter and Jill Worsley supported by the Western 
Australian Museum. The three volumes give us a 
most comprehensive listing of the ships that have 
come to grief on the Western Australian coast in 
recent centuries, together with the circumstances 
of their loss, the subsequent fate (when known) 
of the vessel, and an assessment of the historical 
significance of the event.  Together they form an 
admirable feat of scholarship, and will provide an 
invaluable source of reference for a long time to 
come.

But Green Seas and White Horses is not merely a 
work of reference.  Its subject matter is the southern 
coast of Western Australia between Flinders Bay and 
Eucla, a tract of coast that has not made the same 
impact on the public imagination as the graveyards 
of the 17th and 18th century Dutch wrecks, or 
the cyclone coast of the North-West.  The story 
of the south coast is no less compelling, but it has 
received less attention from historians, and it has 
been necessary for the Worsleys to spend many 
hours and days browsing colonial newspapers and 
government archives.  So it is that we now have 
access to many fascinating sidelights on some 
previously insufficiently known aspects of the past.

Despite the havens that determined the locality 
of ports such as Albany, Hopetoun, Esperance 
and Eucla, Western Australia’s south coast has an 
inhospitable reputation, especially in its eastern 
section, where the Nullarbor Plain reaches down 
to cliffs and sandpatches confronting seas often 
lashed by the ‘Roaring Forties’. The first known 
European exploration of 1627 saw Pieter Nuyts 
urging an increasingly reluctant crew to chart the 
coast east of Cape Leeuwin until the land started to 
curve away to the south-east.  There was no knowing 
how far the trend would continue and no sign 

that the character of the country would become 
more promising, and the Dutchmen turned back, 
reporting no incentive for anyone to follow them. 
It may be that, in the decades before the fixing of 
longitude became more exact, some unfortunate 
East Indiaman blundered on to the south coast—
there have been enough wild conjectures—but 
there is no firm evidence of maritime contact until 
in 1791 Captain George Vancouver sailed into 
King Georges Sound and Princess Royal Harbour 
three years after the first British settlement in New 
South Wales. A decade later Flinders and Baudin 
followed; then came the little publicised activities 
of whalers and sealers; in 1826-27 a garrison at 
Albany heralded the beginnings of settlement; and 
during the 19th century the great Australian Bight 
became a highway of shipping, while the extension 
of colonisation in Western Australia saw the gradual 
development of local shipbuilding and a sporadic 
coastal trade to Esperance and, from the 1870s, the 
overland telegraph stations beyond at Israelite Bay, 
Eyre and Eucla.

From that setting the Worsleys have drawn 
many fascinating vignettes of a maritime world 
we have lost.  We are reminded of the discomforts 
of shipboard life. On the Sir William Molesworth 
an outbreak of scarlet fever in 1853 claimed the 
lives of nearly ten per cent of the passengers and 
crew, who refrained from calling into Capetown 
and instead reached Albany when dangerously 
short of provisions. One ship was so infested with 
cockroaches that they could not be eradicated by 
smoking out with sulphur, even when applied twice, 
and were hardly repelled by the total submersion of 
the unfortunate vessel. On another it is recorded 
that after months at sea the crew were tormented by 
lice.  .Such inconveniences did not discourage the 
adventurously minded young such as the teenager 

Sarah Chambers who in 1821 stowed away on 
Phillip Parker King’s Bathurst in order to be with 
her boyfriend, the boatswain; but we do not know 
how the romance survived after King ordered that 
during the voyage she must share his rations, with 
no addition.  She was more fortunate than the 
two lads who survived shipwreck in the Recherche 
Archipelago, only to encounter the notorious sealer 
‘Black Jack’ Anderson, who took them to the coast 
and left them to walk the 600 kilometres west to 
Albany.  They made it, though almost starving, but 
only with the help of Aborigines who succoured 
them during the later stages of their journey. 

Aboriginal Australians appear in these pages 
on a number of occasions, often not to the credit 
of the settlers. We read of one pretty little girl who 
had been removed from the other side of the 
continent, Melville Island, where she was taken 
from the breast of her mother, who had been 
shot. In another account we are given the names 
of several members of the crew who drowned while 
attempting to reach shore, but not of the Aboriginal 
sailor who perished.  Against this, it becomes clear 
that the south coast whaling industry in the 19th 
century included a significant number of Nyoongar 
crewmen who apparently worked on terms of 
equality with the rest of the team.

All these stories and many more are made 
available to us in Green Seas and White Horses. We are 
in debt to Peter and Jill Worsley for the long and 
patient research that has gone into the compilation 
of this volume, and to Jeremy Green and other staff 
of the Western Australian Museum for their support 
of the project.

Geoffrey Bolton
29 July 2014 
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x

In the words of the Bob Dylan song …the times 
they are a’ changing, and this applies even in 
the field of heritage research. Over the years 
so much information has become available on 
the internet. It is now possible to access old 
newspapers and other collections which were 
previously beyond the reach of general rather 
than specialist researchers. So, for the first time, 
we here recognize the role played by electronic 
technology in the production of this book.

People, however, through their personal 
involvement and expertise have, as previously, 
been of even greater help to us. Staff at the 
Department of Maritime Archaeology, Western 
Australian Museum, deserve very much of the 
credit for Green Seas and White Horses. Michael 
McCarthy set us on the path of what has 
evolved into three related works, of which this 
is the third. Jeremy Green has grappled with 
problems beyond our capabilities in editing 
and preparing the work for publication. Patrick 
Baker has helped us source photographs from 
his prodigious collection and Myra Stanbury 
has provided us with advice on detail gained 
through her wide experience in preparing work 
for publication. Ross Anderson has checked 
text and Susan Cox has made our association 
with the museum so much easier in very many 
ways. All staff have offered friendship and 
encouragement along the way.

We also thank members of organisations 
who have helped us, particularly the Maritime 
Heritage Association of Western Australia 
(Inc.),  the Maritime Archaeological Association 

of Western Australia (Inc.) and the Australasian 
Institute for Maritime Archaeology (Inc.).

Further afield, members of Historical 
Societies in Albany, Denmark and Esperance 
were very helpful, as they had so much 
knowledge of the maritime history of their 
areas. Sue Smith and staff at the Albany History 
Collection, Albany Public Library, have also 
contributed, answering queries promptly and 
accurately. Access to photographic collections 
held by these organizations is appreciated. 

Members of the Aboriginal Heritage 
Reference Group Action Committee in Albany 
took us to sites of significance at Upper Kalgan 
and the fish traps at Oyster Harbour. We were 
especially interested in the demonstration of 
taap knife making which they organised at the 
Albany Summer School. We, as outsiders, could 
not have had access to so much local knowledge 
without their help.

Some individuals also deserve special 
mention, particularly marine artist Ross 
Shardlow and researcher Rod Dickson. They 
both have a prodigious amount of accumulated 
knowledge of matters maritime, which they 
willingly shared. Another personal friend, Mrs 
Rosalind Brown, gave us access to her impressive 
collection of books, diaries of explorers and art 
works, and also to the notes prepared by her 
formidable mother, the late Mrs Dorrit Hunt. 
Other people not specifically mentioned also 
gave us assistance. They are not named because 
the list would be so long, and not because we 
are unappreciative of their help.    

We hope that all those named and unnamed 
who have helped in diverse ways will enjoy this 
book. Perhaps they along with others who read 
it may find an antecedent of theirs who had a 
maritime connection which they did not know 
about. They may even become inspired to do 
further research into our maritime heritage. 
There are so many wrecks still to be found, 
so many stories to be told which we have only 
just touched upon. Thank you to all who have 
contributed to this research.

Once again the final outcome of research is 
presentation, and this book owes its production 
to the kind offices of the Australasian Institute 
for Maritime Archaeology Inc. Members of 
this institution provided help in arranging 
the financial assistance necessary to print the 
book. Funds were made available through 
Lotterywest, the Maritime Heritage Association 
(Inc.) and the Australasian Institute for 
Maritime Archaeology (Inc.)and final thanks 
are given for this generous support.
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Australian 
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uncover the 
bow of the 
wrecked Elvie. 
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INTRODUCTION
On a mild mid-winter’s day we were flying back 
from Melbourne to Perth. As the aircraft tracked 
high above the Southern Ocean, somewhere 
south of Esperance by looking out the window 
we could see down, down, down into a clear 
green ocean. It was a clear emerald where 
the water was deeper, and turquoise where it 
shallowed over sand bordering the coast. But 
across this incredibly clear green ran an endless 
succession of white horses, where the sea swells 
suddenly struck reefs or the shorelines of 
islands or the continent. As each horse reared 
it tumbled into a smother of white foam, but 
always there was another to take its place on 
that great ocean. On other days no doubt the 
ocean shows a different face, different colours, 
different swell patterns. But on this particular 
day the ocean in the area covered by this book 
left an image of unforgettable beauty – of green 
seas and white horses.

The genesis of this book came with the 
publication in 1995 of Sarah Kenderdine’s 
authoritative work, Shipwrecks 1656–1942, 
subtitled A Guide to Historic Wreck Sites of Perth. 
Following the success of this publication, 
the Western Australian Museum made 
the decision to extend the coverage of 
information on shipwrecks which lie beyond 
the metropolitan area, and were able to base 
their next publication on the research notes 
done in 1979 by David Totty. We again teamed 
with our former diving partner in order to 
bring his work up to date, and then extended 
it to cover the area up the coast from near 

the northern limit of Kenderdine’s work. The 
result was the publication by the Museum in 
2008 of A Windswept Coast – Western Australia’s 
Maritime Heritage Between the Moore River & the 
Zuytdorp Cliffs.

We then undertook to research wrecks 
and strandings down the coast from near the 
southern limit of Kenderdine’s work. This 
resulted in the publication, again edited 
by Jeremy Green of the Western Australian 
Museum, of Capes of Sunset – Western Australia’s 
Maritime Heritage between Peel Inlet & Flinders 
Bay. This present book extends our research 
to cover the wrecks and strandings from 
Flinders Bay to the South Australian border, 
thus completing a brief summary of maritime 
heritage along waters off the southern part 
of the state. Each book, however, may stand 
alone as well as being considered part of a 
semi-coherent whole.

The books with which we have been involved 
differ from much of the previously published 
works on shipwrecks along this part of the 
Australian coast in two significant ways. Firstly, 
they have included some of what is available 
knowledge of Aboriginal use of maritime and 
estuarine resources, thus acknowledging that 
our maritime heritage commences with the 
oldest continuous use of resources by a single 
group of people that the world has ever known. 
Secondly, following European ventures and 
finally settlement in the area, the stories are 
here told of many (but almost certainly not all) 
of the smaller boats lost along this part of coast. 
People with a maritime heritage which has not 

previously been considered important enough 
to be included in published maritime histories 
are included here, with a very definite hope 
that readers may discover links with ancestors 
who in diverse quiet ways contributed to the 
development of the state through their use of 
the ocean’s resources. 

Following the pattern of the two previous 
books with which we have been involved, this 
work has been divided into three distinct but 
interrelated parts, and extensive indices give 
easy access to information. Part 1 gives details 
of the vessels which were wrecked or stranded, 
set out in geographical subregions from west to 
east. It links up with the final wrecks of Capes 
of Sunset in Flinders Bay, and takes the story 
of maritime endeavours along the south coast 
to a termination point at the Western/ South 
Australian border. Positions, where known, 
are given as the Global Positioning System co-
ordinates based on WGS84 data. The vessels’ 
specifications are followed by information 
on construction, ownership and working life 
together with particulars of the wrecking and 
what is known about any subsequent salvage 
attempts. Details of archaeological significance 
are noted. A list of references for each vessel 
may guide others towards further information 
in particular cases, and perhaps ultimately to 
further information not given here coming to 
light. If this should happen, the book will have 
fulfilled one of the primary aims of the authors 
and editor.

Part 2 links the vessels to the social and 
economic activities of the people who owned 
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and used them, but it also examines the 
maritime activities of the Noongar people 
whose territory extended from Flinders Bay to 
Point Dover which is south of Cocklebiddy. It 
must be noted that there are variant spellings 
of words used to describe linguistic units in 
Western Australia, and we have chosen Noongar 
to be the spelling used throughout this book. 
This is the spelling used by the Minang people 
in the Albany region, though Nyungar is more 
commonly used around Perth and the Swan 
River valley. 

Part 3 consists of appendices followed 
by three indices which consist of all people 
mentioned in the text, all vessels and a general 
index.

WEIGHTS & MEASURES
The following conversions may prove useful:
1 acre 0.405 hectares
1 hectare 2.47 acres
1 pound weight (lb) 454 grammes
1 hundredweight 112 pounds (lb)
1 kilogramme 2.2 pounds
1 ton 2,240 pounds
1 tonne 2,200 pounds
1 inch 2.54 centimetres
1 centimetre 0.394 inch
1 foot 0.3048 metre
1 fathom 6 feet
1 metre 3.28 feet
1 nautical mile 1.852 kilometres
1 kilometre 0.54 nautical miles
1 statute mile 1.609 kilometres
1 kilometre 0.62 statute miles
1 horsepower 746 watts
1 kilowatt 1.34 horsepower
1 cord (timber) 128 cu ft

Imperial measurements are no longer used 
in Australia, however the nautical mile remains 
the correct international unit for navigation. 
In some old documentary sources there is no 
indication as to whether the ‘miles’ referred to 
are statute or nautical miles. Those distances 
that appear to refer to statute miles (i.e. those 
on land) have been converted to kilometres. 
Those that appear to refer to the sea remain 
as nautical miles. Measurements of vessels 
are given in both metric and imperial terms. 
The tonnage of the vessels is not a measure 
of their weight, but a measure of the volume 
of space that can be used to carry cargo and 

therefore contribute towards a hoped for 
profit. It is based on the volume in cubic feet 
divided by 100 (see glossary). Specifications 
are usually given as depth, i.e. the distance 
from the underside of the deck beams to the 
top of the keelson, as this is the figure quoted 
in Lloyd’s Registers. However, sometimes only 
the draught of a vessel has been available. It is 
a less precise measurement being the distance 
between the waterline and the bottom of the 
keel, which varies according to whether the 
vessel is empty or fully loaded.

At the time of Metric Conversion in 1966 the 
following equivalent values were introduced:
12 pence 1/-
1/- (one shilling) 10 cents
20/- £1
£1 (one pound) $2

The value of currency is constantly changing 
so it is not particularly relevant to directly 
equate pounds, shillings and pence with 
present day Australian dollars. Where figures 
are given, an attempt has been made to give 
a comparison with some other contemporary 
costs so that readers may have a better idea of 
value movements. Referring to annual wages 
paid to various workers may also be used in 
order to make a comparison. For instance a 
teacher in 1872 received £100 per annum (pa) 
and a doctor £150 pa. The Crown Solicitor was 
paid £250 pa, Caretaker of the Public Gardens 
£70 pa and a house servant £16 pa (McCarthy, 
1996).

 Introduction 3
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ABBREVIATIONS
AIMA Australasian Institute of Maritime 

Archaeology
MHA Maritime Heritage Association of 

Western Australia, Inc.
MAAWA Maritime Archaeological Association 

of Western Australia (Inc.)
SLNSW State Library of New South Wales
SLQ State Library of Queensland
SLSA State Library of South Australia
SLTas State Library of Tasmania
SLVIC State Library of Victoria

Green Seas and White Horses is presented in 
the sure knowledge that even people who have 
not had a personal involvement in seafaring 
may still have an affinity with the sea. Modern 
Australia is a coast-hugging nation, and year 
by year is becoming more so, as inland people 
drift to coastal cities. But the connection 
is very much older than this. For example 
the Noongar people of the south coast were 
not seafarers, in the sense that they had no 
ocean going canoes or rafts as were used in 
Tasmania and along the north coast of the 
continent, but they still considered themselves 
to be very much in harmony with the sea. 
There are many other examples which show 
that the attitude of modern Australia is only 
a present manifestation of a much older, but 
long continuing, appeal of the sea. This is our 
common heritage.
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Figure 2.  This 
thoroughly 
researched 
painting of 
HMS Mermaid 
shows the cutter 
under full sail. 
Illustration: Ross 
Shardlow.
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Worsley (2008)

Kenderdine (1995)

Worsley (2012)

This publication

Figure 3.  Map of 
Western Australia 
showing area 
covered by this book 
and areas covered by 
Kenderdine (1995) 
Guide to Historic 
Wreck Sites of 
Perth, Worsley 
and Totty (2008)
A Windswept 
Coast: Western 
Australia’s 
Maritime 
Heritage Between 
the Moore River 
& the Zuytdorp 
Cliffs and Worsley 
and Green, 
(2012)Capes of 
Sunset: Western 
Australia’s 
Maritime 
Heritage Between 
Peel Inlet and 
Flinders Bay.
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Cape Vancouver

Princess 
Royal 
Harbour

King
George 
Sound

Princess Royal Harbour
& Oyster Harbour

Bald Head, King George 
Sound to Cape Vancouver

Bald Head

Oyster 
Harbour

Augusta

Albany

EsperanceAugusta to Bald Head

Cape Vancouver to Cape Le Grand

Cape Le Grand to South Austrlaian Boarder

Figure 4.  Map 
showing the five 
areas covered in this 
publication.
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Figure 6.  A view 
looking east from 
Augusta. Photo: 
Google Earth.

Thetis (1845–1848)
Boats from the Saint Lawrence (1889)
Boats from the Mannheim (1911–1920)
Boats from the River Thames (1892)
HMS Mermaid’s jolly boat (1818)
Boyd (1911–1945)
Unnamed whale-boat (1831)
Michael J Goulandris formerly Lina L.D. formerly Hallgyn (1921–1944)
Mandalay (1880–1911)
Unidentified wreck (1857)
Unidentified ship (1840)
Escort (1884–1902/1903)
Waratah (1893–1934)
Cricketer (?–1898)
Boats from the Isis (1901)
Dunskey (1891–1917)
Harlequin (1840–1850)
Victory (1874–1875)
Unnamed whale-boat (1887)
Marius Ricoux formerly Sollecito formerly Rising Star (1877–1928)
Hope (1875–1877)
Mary Herbert (1875–1875)
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Official Number: 2/1845
Port of Building: Fremantle
Year built: 1845
Port of Registration: Fremantle
Rig Type: Schooner
Hull: Wood
Length: 37.3 ft (11.4 m)
Breadth: 11.1 ft (3.4 m)
Depth: 4.9 ft (1.5 m)
Tonnage: 14
Port from: Augusta
Port to: Bunbury
Date lost: 16 May 1848
Location: 19 miles east of Augusta
Chart Number: AUS 335, AUS 759 & BA 

1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1, 3, 4 & 8

THE VESSEL
The Thetis was built for Messrs Morton and Gray 
at Fremantle and launched on 24 April 1845. It 
had one deck, a square stern, a scroll head, and 
was described in a newspaper as ‘a pretty little 
vessel, and has more the appearance of a yacht 
than a profitable trading craft’ (Perth Gazette, 
26 April 1845: 2c). However, Mrs Eliza Chester 
who travelled as a passenger from Fremantle 
to Albany in 1845, considered it:

…a most miserable and wretched little boat. When 
lying in my bunk I could not raise my head, for if I 

did I would bump it. I slept on one side of the boat, 
my mother in the centre and my two sisters on the other 
side. The ship was not lined. We came down to our 
bunks through a hole about two feet across. There was 
no ladder, but hanging down from the centre of the roof 
was a horrible old rusty chain, the end of which lay in 
coils on the bottom of the boat in bilge water. Outside 
the hole on the deck was an iron grid they used to boil 
the kettle on (Western Mail, 27 January 1927: 12c).

Many of the schooner’s early voyages were 
under the command of Thomas Morton, a 
part-owner. As Morton and Gray were involved 
in whaling at Torbay, the schooner’s cargo was 
very often related to this trade. For instance 
when it arrived at Fremantle on 3 February 
1847 from King George Sound via the various 
south-west ports the cargo included 18 casks of 
oil and five bundles of whalebone.

In July 1846 it was stranded at Torbay, but 
soon got off (see entry). In May 1847 it was sold 
to the Pelsart Fishing Company for £164. On 
30 March 1848 that company sold the Thetis to 
Patrick Marmion for £97 10s, and this was the 
first voyage under his ownership.

The Thetis was under the command of 
Thomas Frederick Flanders Gilman with a 
crew of two. On the voyage to Augusta the 
small schooner had sprung its mainmast. As 
a consequence it had called at Castle Rock 
where a new mast of ‘blue-gum’ (Inquirer, 17 
May 1848: 2b) was made, fitted and rigged, the 
Thetis departing there on 5 May to continue 
the voyage.

THE LOSS
After landing some cargo for James Turner 
at Augusta the Thetis set course for Bunbury. 
However, strong westerly winds prevented it 
from rounding Cape Leeuwin, so the schooner 
was turned to run eastward and sought shelter 
near Black Point. Here it anchored in a small 
bay near the point. Because the swell produced 
by the gale threatened to overwhelm the 
anchored Thetis the cables were slipped, and 
the schooner deliberately beached to prevent 
it foundering. Using a rope swum ashore by the 
two crewmen, Gilman reached the shore safely, 
and the three then walked back to Augusta. The 
schooner went to pieces on the rocks.

INITIAL SALVAGE
On the arrival of the crew of the Thetis at 
Augusta the Turners went to the site of the 
wreck with their bullocks and horses to salvage 
what they could, but found that the wreck had 
completely broken up. Some of the cargo was 
saved, all of it damaged to some extent.

SITE LOCATION
The wreck of the Thetis has not been found.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
In 1850 Thomas Frederick Flanders Gilman 
discovered pearl shell in Shark Bay, leading to 
an industry that, although small, lasted many 
years.
SOCIAL (3)
Thomas Gilman, born in New Hampshire, 
USA, arrived in Western Australia in 1839 as 

Thetis (1845–1848)
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a sailor on an American whaling ship. He was 
naturalised in 1850.
ARCHAEOLOGICAL (4)
The Thetis was built in 1845, only sixteen years 
after settlement at the Swan River. Any remains 
would therefore provide valuable information 
about ship construction in the infant colony.
REPRESENTATIVE (8) 
The Thetis is representative of the many small 
schooners built in Western Australia, and used 
in the coastal trade. It was also used during 
the whaling season to carry supplies to the 
owner’s whaling stations, and take away the 
oil and bone.
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Figure 7.  Torbay 
where Thomas 
Morton operated his 
whaling station and 
where the Thetis 
was stranded. 
Photo: Peter Worsley.
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Official Number: 29115
Port of Building: Newcastle-on-Tyne, UK
Year built: 1861
Port of Registration: Sydney
Rig Type: Barque
Hull: Wood
Length: 179.1 ft (54.6 m)
Breadth: 37.4 ft (11.4 m)
Depth: 21.4 ft (6.5 m)
Tonnage: 1 131 gross, 1 019 net, 

946 under deck
Port from: Newcastle, NSW
Port to: Fremantle
Date lost: 21 March 1889
Location: South-west of Cape 

Leeuwin
Significance criteria: 8

THE VESSEL
Described as a Blackwall frigate, and launched 
in March 1861 as a fully rigged ship by T. & 
W. Smith, the Saint Lawrence had a poop 22 m 
long and a forecastle 12.2 m in length. Copper 
fastened, it had ‘hollow garboards, a good 
rise of floor, round bilges and considerable 
tumblehome; otherwise she was of a short 
and rather full-bodied model’ (MacGregor, 
1988: 66). The vessel had undergone damage 
repairs in 1875 which included replacing part 
of the deck. In 1878 further damage repairs 
were carried out, and at this time the rig was 
altered to that of a barque. In May 1882 the 
Saint Lawrence was sold to Maklon Clarke 
Colishaw of Sydney, and registered at that 
port (No. 26/1882). Under his ownership 
part of the poop was removed in January 1884, 

reducing the net tonnage from 1 062 to 1 019 
tons. Colishaw sold the vessel to James Riddle 
Muirhead of Sydney in March 1888. In 1889 
Muirhead was still the owner when the barque 
departed Newcastle, NSW, under command of 
Captain Thomas Brodie Pow with a cargo of 
1 370 tons of coal for Fremantle.

The boats which the Saint Lawrence carried 
would have been typical of those carried by 
most late 19th century sailing vessels. Clinker 
built wooden boats between 18 and 22 feet 
(5.5 m and 6.7 m) with a beam of about 6 feet 
(1.8 m), they would have been equipped for 
both rowing and sailing. The barque had been 
carrying at least four boats, although there 
would most probably have been more than 
this when, as a Blackwall frigate, it had carried 
passengers instead of cargo.

After weathering westerly gales in Bass Strait 
and a heavy gale off Cape Northumberland, the 
Saint Lawrence had fine weather until south-west 
of Cape Leeuwin in position 36º 20’ south and 
114º 30’ east. 

THE LOSS
The Saint Lawrence was under just two topsails 
and was labouring heavily when it:

…shipped some fearful seas, the poop ladders all being 
smashed to atoms. A terrible sea came on board and 
smashed the engine house on one side and disabled 
the condenser, leaving a hole in the boiler. [This 
reference is to the donkey engine and boiler.] 
The ship rolled fearfully, a sea running mountains 
high, wind north-west, and lasted four days. At 1.30 
a.m. on Sunday, March 21, she gave a fearful lurch, 

and stopped halfway, rolling back with a heavy sea, 
when the main mast, an iron one 3 ft 6 in. in diameter 
went over the side, breaking 4 ft under the deck, leaving 
a tremendous hole, where the water was rolling down 
in tons, until it was stuffed with sails and canvas. 
The mizzen went with the main 14 ft above the deck, 
and fell across the poop forward, smashing all of her 
four boats into atoms. The mizzen topmast in coming 

Boats from the Saint Lawrence (1889)
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Figure 8.  Ogden 
the third mate of the 
Saint Lawrence. 
Photo: State Library 
of NSW.
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down struck the man at the wheel, and knocked in his 
ribs, penetrating the lungs. It was pitch dark, and a 
howling gale blowing. The pump bits were broken, and 
the messenger pump wheel twisted right round. The 
pump was temporarily rigged and got to work. Some of 
the men were down the forepeak, getting some coal up for 
the donkey, when the masts went, or doubtless the most 
of them would have been killed by the falling wreckage 
(Sydney Morning Herald, 11 April 1889: 8g).

The masts and associated rigging were 
cleared, and the Saint Lawrence wore around 
and made for Albany, being towed in to port 
by the tug Jessie at 1.30 a.m. on Tuesday 26 
March 1889. The cargo of coal was offloaded 
and sold locally.

INQUIRY
A Preliminary Court of Inquiry was held at 
Albany and it completely exonerated the crew 
from any blame over the damage to the Saint 
Lawrence. The court in fact praised the crew for 
their ability and bravery in getting the vessel 
into port. The captain in particular received 
high praise for the skilful manner in which he 
had handled the barque, and the chairman of 
the inquiry stated that he intended reporting 
this to the Board of Trade.

INITIAL SALVAGE
In mid-May 1889 George N. Pierce, Manager of 
the New Zealand Insurance Company, Perth, 
advertised for tenders for the purchase of the 
Saint Lawrence ‘as she now lies in Princess Royal 
harbour, Albany, with all gear and tackle she 
may have belonging to her’ (West Australian, 

18 May 1889: 2b). The purchaser was John 
Moir and Company of Albany, and it was 
subsequently used as a hulk (see entry Saint 
Lawrence (1861-1898).

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The British-built boats from the Saint Lawrence 
are representative of ship’s boats of the mid 
19th century.
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Figure 9.  The ship 
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Official Number: 19994
Port of Building: Geestemünde, Germany
Year built: 1911
Port of Registration: Brest, France
Rig Type: Steamer
Hull: Steel
Length: 450.8 ft (137.4 m)
Breadth: 57.2 ft (17.44 m)
Depth: 27.0 ft (8.23 m)
Tonnage: 5 878 gross, 3 713 net, 

5 490 underdeck
Engine: 3-cylinder compound 

steam engine of 697 
NHP

Port from: Melbourne
Port to: Marseilles, France
Date lost: 26 June 1920
Location: South-east of Cape 

Leeuwin
Significance criteria: 8

THE VESSEL
Built by J.C. Tecklenborg A.G. and launched 
in November 1911, the German steamer 
Mannheim was captured by the French during 
World War I. In 1920 it was owned by the 
French Government and registered at Brest, 
and was ‘running under the auspices of the 
Messageries Maritimes Co.’ (Albany Advertiser, 
28 June 1920: 3h).

The four ship’s boats would have been 
clinker built wooden boats of around 6–7 m 
length and 2 m beam. Those used for lifeboats 
would have had flotation tanks, probably made 
from copper, under some of the seats. They 

would have most likely been equipped for both 
rowing and sailing. They were carried one each 
side of the funnel on the poop deck, with two 
more just aft of the bridge deck amidships.

After leaving Melbourne the ship had 
loaded 7 342 tons of wheat at Wallaroo in South 
Australia, destined for Marseilles in France. 
After calling at Albany the Mannheim departed 
under the command of Captain F. Nicholas for 
Marseilles via Colombo.

THE LOSS
When in a position 29 miles due south of Cape 
Leeuwin, the Mannheim was struck by heavy 

weather. At 2.00 a.m. on Saturday 26 June 1920 
the steamer’s circulating pump broke down. 
Temporary repairs were carried out, but later in 
the morning these also failed. The ship was then 
in danger as the seas had increased and there 
were no pumps available to get rid of the water 
in the engine room. A call was made for urgent 
assistance, and this was picked up by Perth 
Radio, the Coast Radio Service station situated at 
Applecross. The ship’s agents were immediately 
advised and made arrangements for the tug 
Wyola to put to sea to render assistance.

The light cruiser HMAS Encounter, however, 
and the steamer Dacre Castle had also picked 

Boats from the Mannheim (1911–1920)
Figure 10.  Walleroo 
Jetty where the 
steamer Mannheim 
loaded wheat. Photo 
shows a sailing ship 
alongside. Photo: 
Worsley Collection.
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up the message. Both were close, and went to 
assist. Luckily on board the Mannheim a small 
pump, itself in a state of disrepair, was located, 
repaired and put into service. On receiving 
word that the pump was coping, the Dacre Castle 
turned and continued its voyage to Fremantle. 
HMAS Encounter continued to stand by to come 
to the aid of the steamer if this was required. 
Having made several unsuccessful attempts 
to round Cape Leeuwin Captain Nicholas 
decided to turn and, with the gale behind it, 
the Mannheim headed for Albany. During these 
manoeuvres the ship lost three of its boats when 
it was hit by heavy seas. The deck also suffered 
damage.

The Mannheim arrived in Albany on 29 
June, and was immediately placed alongside 
the Deepwater Jetty so that repairs could be 
carried out. The engineer from the destroyer 
HMAS Swordsman then in Albany conducted a 
survey of the damage, obviating the necessity 
of sending a surveyor down from Fremantle. 
After these repairs were completed some three 
weeks later the steamer had a trial run in King 
George Sound on Wednesday 21 July 1920, and 
departed for France later that day.

INQUIRY
Although the incident was reported to the 
authorities as required by law, there appears 
to be no record of any inquiry having been 
conducted, most probably because Mannheim 
was a foreign-owned vessel.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The German-built boats from the Mannheim are 
representative of ship’s boats of the early 20th 
century. They were almost certainly replaced 
by locally built craft.
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Figure 11.  Steamer 
Mannheim. Photo: 
Photoship.
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Official Number: 50463
Port of Building: Glasgow, UK
Year built: 1864
Port of Registration: Liverpool
Rig Type: Barque
Hull: Iron
Length: 151.2 ft (46.09 m)
Breadth: 27.5 ft (8.38 m)
Depth: 17.7 ft (5.4 m)
Tonnage: 501
Port from: Geelong
Port to: Cape Town
Date lost: 17 November 1892
Location: South-east of Cape 

Leeuwin
Significance criteria: 8

THE VESSEL
The River Thames was built by the Clyde 
Shipbuilding Company, Glasgow, and launched 
in November 1864. The owner was the River 
Thames Sailing Ship Company, and the barque 
was registered at Liverpool. The vessel had 
made previous voyages between Britain and 
the eastern seaboard of Australia, calling at 
Albany en route.

The boats carried by the River Thames would 
have been 7–8 metres in length, clinker built of 
wood, and those designated as lifeboats would 
most probably have had metal buoyancy tanks 
under the thwarts. They would have been fitted 
with both oars and sails.

THE LOSS
On 28 October 1892 the barque River Thames 
departed Geelong, Victoria, for Cape Town 

with a cargo of 6 700 bags of wheat. When 
approaching Cape Leeuwin on the night of 17 
November the vessel was struck by a very strong 
gale. The cargo shifted and the barque was 
thrown on its beam ends, and almost everything 
movable on deck was washed away, including all 
but one of the boats. The captain had the fore 
topmast and the main topgallant mast cut away, 
and the River Thames righted itself. However, 
the hold was full of water, which continued to 
come in the hatches although the hull itself did 
not leak. The pumps were manned, but soon 
choked, making the task of emptying the water 
from the vessel a slow and laborious task. It was 
two days before the crew could go below.

INITIAL SALVAGE
The River Thames changed course and ran 
for Albany, coming to anchor a mile west of 
Breaksea Island at 3.30 a.m. on 21 November. 
Early that evening it was towed into Princess 
Royal Harbour and anchored off the Western 
Australian Land Company’s jetty. After 
discharging the cargo of wheat, most of which 
had been damaged by the water entering the 
hold, repairs were commenced. These included 
the replacement of spars, rigging and sails lost, 
and repairs to a section of bulwark which had 
carried away. The Western Australian Land 
Company workshop cast a gear wheel to replace 
one on the windlass, a major part of which had 
been smashed and washed overboard. This 
replacement 70-tooth gear wheel weighing 
150–200 kg was the largest casting the company 
had ever undertaken. Although it is not 
reported, it may be presumed that some if 

not all of the boats lost were replaced while 
at Albany.

These repairs required money that the 
captain did not have, and advertisements 
were placed in the newspapers for tenders to 
advance a Bottomry and Respondentia Bond. This 
is a loan to enable work to be carried out on a 
vessel using the vessel and its cargo as collateral 
when the captain cannot obtain the necessary 
funds quickly from the owner.

On 1 March 1893 an auction conduct by 
J.H. Penberthy on behalf of Angove & Co. was 
held at Albany to sell 400 tons of the cargo of 
wheat which had not been damaged. The wheat 
was purchased by W.R. Claridge for 2 shillings 
and 7 pence per bushel. Claridge then shipped 
the wheat to East London, South Africa, on 
the River Thames which, after being repaired, 

Boats from the River Thames (1892)
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Figure 12.  Adver-
tisement for the sale 
of wheat from the 
River Thames. 
W.R. Claridge 
took advantage of 
the opportunity to 
speculate on this 
sale. Illustration: 
Australian Adver-
tiser, 24 February 
1893: 2f.
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departed for Fremantle and then sailed from 
that port on 8 March 1893.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The British-built boats from the River Thames 
are representative of ship’s boats of the mid to 
late 19th century. They were almost certainly 
replaced by locally built craft.
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Figure 13.  Photo of 
the River Thames 
c. 1885. Photo: 
State Library of 
Victoria.
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Hull: Wood
Length: 16–18 ft (4.89–5.49 m)
Breadth: 6.5 ft (2.0 m)
Depth: 2.25 ft (0.69 m)
Tonnage: Approximately 660 lbs 

(300 kg) displacement
Port from: Koepang, Timor
Port to: Sydney, NSW
Date lost: 13 July 1818
Location: South-east of Cape 

Leeuwin
Significance criteria: 1

THE VESSEL
A jolly boat was a small light boat, having a 
length of 16 (4.89 m) or 18 (5.49 m) feet, a 
beam of about 6½ feet (2 m) and a depth of 2¼ 
feet (0.69 m). Clinker built, a jolly boat was used 
for minor tasks not requiring the services of 
larger, more robust boats. It was usually carried 
on davits over the stern of the parent vessel. 

HMS Mermaid, a 56-foot (17.01 m) cutter 
used for surveys of the Australian coast was 
under the command of Phillip Parker King. It 
carried three boats, a 25-foot (7.62 m) cutter, 
a 20-foot (6.01 m) whale-boat and a jolly boat. 
Mermaid was sailing from Koepang in Timor to 
Sydney, and had just weathered Cape Leeuwin. 
King hoped next to sight Cape Chatham, now 
called Chatham Island, as at that time it was 
not known to be separated from the mainland.

THE LOSS
King wrote in his journal on 13 July 1818 that: 
‘the wind blew a heavy gale, in which our jolly 
boat was washed away, and obliging us to bear 

up to the south-east prevented our seeing 
the land about Cape Chatham, as had been 
intended’ (King, 1969 (1827): 65). The boat 
had been filled by a huge wave that swept over 
the stern of Mermaid, parting the falls of the 
jolly boat as it hung in the stern davits so that 
it fell and sank. Along with the boat went four 
oars and a boathook.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
Phillip Parker King remains one of the most 
significant surveyors who worked along the 
Australian coast. The loss of his jolly boat would 
have been severely felt by King, as it reduced 
the boats essential to his work by one third. 
It could not be replaced until the Mermaid 
reached Sydney.

Lieutenant John Septimus Roe was surveyor 
on this voyage of the Mermaid, and his work 
must have very often involved use of the jolly 
boat. He was to return to Western Australia as 
Surveyor-General eleven years later.

From 9 to 15 January 1828 the cutter 
Mermaid, then under private ownership, 
was repaired while at the settlement at 
Albany. These repairs were carried out by the 
settlement’s carpenter, as the captain and all 
but two of the crew were unable to work due 
to illness, probably scurvy.
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HMS Mermaid’s jolly boat (1818)
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Figure 14.  HMS 
Mermaid 
being careened 
at Careening 
Bay in North-
West Australia. 
Illustration: King 
(1969 (1827)).
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Official Number: 131613
Port of Building: Fremantle
Year built: 1911
Port of Registration: Fremantle
Rig Type: Schooner
Hull: Wood
Length: 38 ft (11.58 m)
Breadth: 12.35 ft (3.76 m)
Depth: 4.6 ft (1.4 m)
Tonnage: 12.43
Port from: Albany
Port to: Fremantle
Date lost: 19 August 1945
Location: 50 miles east of Cape 

Leeuwin
Chart Number: AUS 335, AUS 759 & BA 

1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1

THE VESSEL
The Boyd was built by Alfred Edmund Brown 
at his yard in Fremantle for Robison & 
Norman Ltd of Broome. It was registered at 
Fremantle (No. 27 of 1911). On 2 May 1915 
under the command of Captain Kaneko it 
capsized and sank in 22 m of water near 
Broome. It was subsequently salvaged and 
repaired. In March 1929 the registry of 
the Boyd was cancelled as a consequence of 
material alterations to the hull. The schooner 

was re-registered in 1936 (No. 2 of 1936) 
under the same ownership.

In 1942 Boyd was one of the many luggers 
that were requisitioned in Broome to stop 
them falling into the hands of the Japanese 
who were advancing southwards. Some luggers 
were destroyed, and others sailed south to 
Fremantle. Boyd was one of the latter, and was 
subsequently used as a boom defence vessel 
by the RAN, initially at Fremantle. It was later 
towed to Albany to undertake the same roll at 
that port, arriving on 15 March 1943. It was 
decommissioned in May 1945, and sold to the 
Commonwealth Government on 4 July 1945.

HMAS Karangi was a boom defence vessel, 
built by the Cockatoo Docks and Engineering 
Co. Ltd, and launched on 16 August 1941. 
Displacing 768 tons with a crew of 32, the 
armed vessel was serving in Darwin when that 
port suffered heavy losses due to Japanese 
air attacks in early 1942. In mid-1944 Karangi 
transferred to Fremantle, and operated out of 
there for the rest of the war.

HMAS Lanikai  was  described in a 
contemporary newspaper as a depot ship (The 
West Australian, 23 August 1945: 3e). It had 
been built at Oakland, California, in 1914 as 
an auxiliary schooner-rigged yacht, 87.25 ft 
(26.6 m) long with a displacement of 150 tons. 
In April 1917 it was in Honolulu and German-
owned, and was seized when the USA entered 
World War I. Commissioned into the US Navy 
as USS Hermes it was sold in 1926 to the Lanikai 
Fish Company, and renamed Lanikai. After a 
number of different owners it again became a 

US Navy vessel when, in 1941, it was chartered 
from the then owner. The schooner served in 
the Philippines until it was sailed to Australia 
to escape the advancing Japanese forces, 
arriving in Fremantle on 18 March 1942. On 
22 August 1942 it was transferred to the RAN, 
and initially used in patrolling the coast from 
Fremantle northwards checking for evidence of 
landings by the Japanese. HMAS Lanikai later 
underwent a refit by the Western Australian 
State Engineering Works, and was then used 
in a number of roles concerned mainly with 
harbour defences. HMAS Lanikai arrived in 
Albany on 15 March 1943, and served as a boom 
gate vessel at the port.

Albany had been equipped with an anti-
submarine boom in February 1944, but by 
August 1945 this had been removed as the war 
drew to a close. As these vessels were no longer 
required at Albany, they were being recalled 
to Fremantle. There were crews on both the 
Karangi and Lanikai, but the Boyd had no one 
on board.

THE LOSS
The three vessels, with HMAS Karangi towing 
HMAS Lanikai and the lugger Boyd, departed 
Albany for Fremantle on Thursday 16 August 
1945. About 50 miles from Cape Leeuwin the 
vessels were struck by heavy weather and had 
to heave to. On Sunday 19 August the tow line 
between Karangi and Lanikai broke, and then 
the engines on Lanakai became disabled. The 
tow line to the lugger Boyd also broke, so a radio 
call for help was put out. The Bathurst class 

Boyd (1911–1945)
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minesweeper HMAS Gladstone was sent to help. 
HMAS Karangi eventually reconnected the tow 
line to HMAS Lanikai, but they could not get 
a line to the unmanned Boyd. As the drifting 
lugger was considered a navigational hazard 
to shipping it was sunk by gunfire from HMAS 
Gladstone from a range of 1 500 yards (1 372 m). 
The corvette then escorted the Karangi, with 
the Lanikai in tow, to Fremantle which they 
reached on Tuesday morning.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The newspaper report of this incident stated 
that the sinking of the Boyd by gunfire from 
HMAS Gladstone was ‘probably the last shot in 
the war off the Western Australian coast’ (The 
West Australian, 23 August 1945: 3e). If this is 
correct, then it is of historic importance.
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Figure 15.  The 
boom defence vessel 
HMAS Karangi 
was towing both 
Lanikai and Boyd 
when they broke free. 
The Boyd was not 
recovered. Photo: 
<http://www.navy.
gov.au/hmas-
karangi-i>
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Rig Type: Sloop
Hull: Wood
Length: 28–30 ft (8.5–9.14 m)
Breadth: 6.0 ft (1.83 m)
Date lost: 23 April 1831
Location: West of Point 

D’Entrecasteaux
Chart Number: AUS 335, AUS 759 & BA 

1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1, 2 & 8

THE VESSEL
Whale-boat specifications varied a little, but 
mostly they conformed to an easily recognisable 
type. They were long, fairly narrow open boats 
which were used both from whaling ships and 
by shore-based bay whaling parties to chase and 
harpoon whales. The boats were from 8.5 m to 
9 m in length, had a beam of about 1.9 m and 
were built of planks only 12–13 mm thick. The 
planking was usually a combination of clinker 
and batten-backed carvel, with many small 
frames, giving a very light boat. This lightness 
was necessary for rapid manoeuvring close to 
a harpooned whale in order to kill it with a 
lance. The usual crew on such a boat was one 
man steering by means of a long steering oar, 
and five others rowing. At times a mast and 
sails were set, and then steering was carried out 
using a rudder and tiller.

For a number of reasons whale-boats were 
used for a variety of tasks, including by exploring 
parties. They were fairly easily obtained from 
American whalers who were heading back 
home with a full cargo, and happy to dispose of 
their boats. The whaler could later replace the 
boats fairly cheaply as they were virtually mass 
produced in a number of American whaling 
towns. They were very manoeuvrable, yet were 
excellent load carriers. A boat weighing 410 kg 
would normally carry six men plus 455 kg of 
whaling gear, but when loaded it maintained a 
very shallow draught. This made them suitable 
for carrying out exploration and surveying in 
shallow water, especially when supplies had to 
be carried. The boats were handy in surf, which 
again made them useful close to the shore. 
The Australian surf lifesaving boats are based 
on the whale-boat design, as are a number of 
other surf boats around the world.

THE LOSS
Lieutenant William Preston from HMS 
Sulphur was in charge of a party exploring the 
coast in a whale-boat in the vicinity of Point 
D’Entrecasteaux, which they had passed at 8.00 
a.m. on the morning of 20 April 1831 en route 
to Augusta. The breeze from the north-east 
increased in strength, and by 9.30 a.m. it was 
‘blowing nearly a gale’ (Preston, 1833: 117). 
At 10.00 a.m. the boat began to leak in the 
bow, the water coming in faster than it could 
be bailed out. It was decided to make for the 
shore, sail was lowered and the crew took to 
the oars. Against the strong wind it took three 

hours to cover the two miles (3.7 km) to the 
shore, where they found that the breakers 
extended seaward nearly a kilometre, ‘and 
certainly heavier than ever I saw a boat land 
in’ (Preston, 1833). By this time the wind was 
at gale force making it impossible to turn the 
boat, so keeping the boat directly before the 
breakers they headed for the shore. The boat 
was coping well until the bow touched the 
sand, when it filled with water. The next waves 
put the boat on the beach, and the crew got 
ashore unharmed. A considerable amount of 
their more perishable stores, including 18 lb 
(8 kg) of bread, was ruined by the sea.

At midday on 22 April, after drying their 
supplies as much as possible and exploring 
their immediate surrounds the party managed 
to relaunch the boat, but sailed only a couple 
of hundred metres to where they could reload 
their stores. In coming ashore it was again 
struck by heavy surf, knocking down Pike, one 
of the crew, and then washing the boat over 
him. Luckily he received no injuries. ‘I never 
remember a man having a more narrow escape’ 
(Shoobert, 2005: 233–4). That night the wind 
again increased and in the early hours of 23 
April the decision was made to abandon the 
whale-boat. This was done with much regret, as 
it had carried them safely over many miles. The 
party began walking at 3.20 a.m. carrying with 
them four bottles of rum, one of wine, eight 
of water, four lb (1.8 kg) pork, 18 lb (8.2 kg) 
of bread, two muskets, one gun, ammunition, 
an axe, three blankets, and for each man spare 
shoes, stockings and a ‘flannel’ (probably a 

Unnamed whale-boat (1831)
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garment) (Shoobert, 2005: 120). They walked 
to Augusta, arriving four days later at 7.00 p.m. 
on 26 April.

INITIAL SALVAGE
Apart from the supplies not ruined by the 
sea and taken with them, the boat and all its 
equipment was left on the beach.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
Lieutenant Preston was ordered to carry out 
one of the earliest post-European settlement 
surveys along the south coast of Western 
Australia.
TECHNICAL (2)
The loss of Preston’s whale-boat in the manner 
described above typifies the excellent sea 
qualities of this type of boat. The men could 
have survived such an event in few other vessels.
REPRESENTATIVE (8) 
This whale-boat is representative of the 
hundreds used along the coast by whalers, 
explorers and others.
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Figure 16.  Beach 
west of Cape 
D’Entrecasteaux, 
possibly where 
Preston’s whale-boat 
was abandoned. 
Photo: Peter Worsley.
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Official Number: 251
Port of Building: Sunderland, UK
Year built: 1921
Port of Registration: Andros, Greece
Rig Type: Steamer
Hull: Steel
Length: 420.0 ft (128.02 m)
Breadth: 54.0 ft (16.46 m)
Depth: 34.3 ft (10.46 m)
Tonnage: 6 669 gross, 4 164 net, 

6 315 under deck
Engine: 3-cylinder compound 

steam engine of 577 HP
Port from: Sydney
Port to: Fremantle
Date lost: 21 December 1944
Location: South West Reefs, Point 

D’Entrecastaux
Chart Number: AUS 335, AUS 759 & BA 

1034
GPS position: Lat. 34º 53’ S
 Long. 116º 00’ E. This is 

not a GPS position.
Significance criteria: 3

THE VESSEL
The Michael J Goulandris was built by William 
Doxford & Sons, Ltd as the Hallgyn, Norwegian 
owned and registered at Bergen. It was later 
sold to French owners, registered at Dunkirk 
and the name changed to Lina L.D. By 1944 
it belonged to The Heirs of the late Michael J 
Goulandris (Goulandris Bros managers), and 
was registered in Greece. The ship had one 
deck and a shelter deck, a bulkhead on the 

shelter deck and five bulkheads below the main 
deck. The three-cylinder compound steam 
engine had cylinders of 27 inches, 44½ inches 
and 75 inches, with a stroke of 54 inches. There 
were three single-ended boilers operating at 
180 lbs/square inch. A Direction Finder was 
fitted. This vessel appears to be a sister-ship to 
the Castlemoor (see entry), launched in August 
1922 with identical length, breadth, depth, 
engines and boilers, and also built by Doxford. 
It is the largest vessel to be lost in the area and 
time span covered by this book.

The Michael J Goulandris had picked up a 
cargo of 7 000 tons of coal in Newcastle, NSW, 
and 2 000 tons of general cargo in Sydney.

THE LOSS
At 9.45 p.m. on 21 December 1944 the Michael 
J Goulandris struck the South West Reefs some 
3½ miles south of Point D’Entrecasteaux. The 
weather at the time was fine and the wind was 
reported as being force 4 (11-16 knots). The 
Port St John (Captain E.T.N. Lawrey), which was 
in the vicinity, was requested by radio from the 
Naval Officer in Charge at Fremantle to go to 
the assistance of the stricken vessel. It arrived 
at the wreck site at 4.40 a.m. on 22 December 
and succeeded in rescuing all the crew of the 
Michael J Goulandris. Captain Lawrey’s report 
stated:

No boats could be seen on the stranded vessel on the side 
visible to Port St John, and no communication could 
be established by daylight signalling, but men could be 
seen on board the stranded vessel, which appeared to 
be fast on the reef forward with swell breaking over her 

forepart. We lowered our motor boat, the Chief Officer 
in charge and by noon he returned towing the Greek 
lifeboat with the remainder of the crew and all their 
effects. The boats were hoisted in board with difficulty 
and by 1500 we left the scene and resumed our voyage.
The Chief Officer informed me that between his two 
visits to the stranded vessel, she was much deeper in 
the water and was grinding and working. The swell 
had increased and was breaking over the forepart of 
the stranded vessel with great force at times. He noticed 
that the wireless aerial and jumper stay had carried 
away and he had great difficulty in manoeuvring his 
boat near the wreck and in keeping her close to the side.
The position of the vessel when sighted was on S.W. 
Reef, 4 miles off D’Entrecasteaux Point and appeared 
to be heading W.S.W., which heading had altered to 
the south when we left the vicinity at 1500 (quoted 
in Dickson, 2010:10).

The crew of the Michael J Goulandris was 
subsequently landed at Bunbury.

INQUIRY
The Royal Australian Navy in Fremantle sent 
Commander C.J.R. Webb, RANR(S) retired, on 
board HMAS Dubbo to the scene of the wreck 
as Salvage Officer. His subsequent report stated 
that the Michael J Goulandris was fast on the 
reef, facing in a direction of 230º. Dubbo could 
not approach closer than a mile to the wreck 
due to heavy seas, but Webb could see that the 
stricken ship was either lying in a crevice or had 
partly collapsed, as all that was visible above 
water was the funnel, a tall samson post or 
ventilator, the main mast and the heads of two 

Michael J Goulandris formerly Lina L.D. formerly Hallgyn (1921–1944)
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other samson posts. The fore part of the vessel 
had broken away in the vicinity of the foremast. 
Webb concluded that the ship had struck while 
heading on a north-westerly course, and had 
then swung round to point south-west.

INITIAL SALVAGE
The sea was littered with flotsam and HMAS 
Dubbo collected a number of items including 
two inner tubes, a drum of petroleum jelly, two 
torpedo air chambers, a coil of rubber hose 
and a badly damaged Carley life boat. However, 
people from the surrounding area collected 
much more, and the police from a number 
of towns, together with Customs officers, were 
sent to request the return of goods taken from 
the beaches. The items recovered made a very 
long list, most of it being domestic items and 
obviously part of the general cargo:

Favourite brands of toilet and laundry soaps, American 
canned meats of several varieties, Milo in large and 
small tins, Glaxo baby food in large tins which we 
found to be excellent substitute for powdered milk, 
medical supplies, clothing, leather, paint, varnishes, 
Benzol in 44 gallon drums, sawn pine timber in 
various sizes, torpedoes and axe handles…As petrol 
was rationed and in very short supply, the first priority 
with vehicle owners was the Benzol. (Benzol at the time 
was used by tobacco growers as a fungus inhibitor in 
seeding trays.) Not knowing its suitability or otherwise 
for use in motor vehicles in it went with disastrous 
results. For the first few miles when used in the old 
‘bombs’ of the day they would take off like a rocket, but 
not for long. The Benzol having a high heat ratio and 
high octane rating soon blew up the weary old motors, 

or dissolved the rubberised fuel pump diaphragms. A 
few drums of Methylated spirits also came ashore and 
some tried it mixed with Benzol but to no avail. Later 
it was found that mixed with Power kerosene it wasn’t 
too bad (Moore, n.d.: 67).

There was also a quantity of torpedo parts 
recovered from various farms and towns. One 
of the most sought after items was tanned 
leather, later used by one family to upholster 
their dining room suite. Not everything found 
was handed over to the police and Customs 
officials. One man handed in a small parcel 
of salvaged goods and received £3 10s 0d in 
salvage money. However, hidden in the bush 
in front of his house was a cache of:

…240 small tins of Milo, 25 tins of Glaxo, 150 tins 
of assorted American meat, a large quantity of soap, 

numerous large tins of surgical Elastoplast, leather, 
paint, varnish, timber and many other sundries.

It was a bad season for bushfires and: 

Every time a little puff of smoke went up everybody 
rushed out to see where it was in relation to their bush 
‘plants’ (Moore, n.d.: 68).

Many bales of raw rubber (a particularly 
valuable commodity during the war) were 
recovered by John Wellstead at Bremer Bay. 
These were sent to the authorities who later 
acknowledged Mr Wellstead’s contribution to 
the war effort. It is probable that these came 
from the wreck of the Michael J Goulandris. 
Despite being quite heavy the bales evidently 
float, and the current close inshore along that 
part of the south coast sets to the east. A bale 
of the rubber was also found by staff from the 
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Figure 17.  Point 
D’Entrecastaux 
with Flat Island 
close inshore on 
right. The waves 
in the background 
are breaking on 
South West Reefs 
where the Michael 
J Goulandris was 
wrecked. Photo: 
Peter Worsley.
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Department of Maritime Archaeology, Western 
Australian Museum, while inspecting the wreck 
of the Harlequin near West Cape Howe. Another 
bale was found near Esperance and is now in 
the Esperance Museum.

SITE LOCATION
The wreck of the Michael J Goulandris lies on 
South West Reefs, three nautical miles south 
of Point D’Entrecasteaux.

SITE DESCRIPTION
The Michael J Goulandris lies scattered in depths 
of from 3 to 18 m of water, much of it in very 
rough surf on top of the reef. Few parts are 
recognisable except the boiler and a propeller 
shaft approximately 20 m in length.

EXCAVATION AND ARTEFACTS
Tom Snider, an American submariner who 
had been put ashore at Fremantle for health 
reasons, obtained the salvage rights to the 
Michael J Goulandris (and other wrecks on the 
Western Australian coast). In 1960 he removed 
the propeller from the wreck.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The wreck of the Michael J Goulandris provided 
both entertainment and welcome commodities 
to many families over a large area of the south 
coast and its hinterland during a period of 
wartime scarcity.
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Official Number: 81801
Port of Building: Greenock, UK
Year built: 1880
Port of Registration: Tonsberg, Norway
Rig Type: Barque
Hull: Iron
Length: 201.0 ft (61.3 m)
Breadth: 32.8 ft (10.0 m)
Depth: 19.7 ft (6.0 m)
Tonnage: 941 gross, 904 net, 850 

under deck
Port from: Delagoa Bay, 

Mozambique 
Port to: Albany
Date lost: 15 May 1911
Location: 2 miles north-east of 

Chatham Island
Chart Number: AUS 758 & BA 1034
GPS position: Lat. 35º 0.38’ S
 Long. 116° 31.98’ E
Finder: Joe Castlehow
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 3 & 6

THE VESSEL
The iron barque Mandalay was built by Russel 
& Company (Yard No. 28), and launched on 6 
August 1880 for W. & J. Crawford. It had one 
deck, two tiers of beams, one bulkhead and 
was cemented. The vessel had a poop 9.14 m 
long and a forecastle of the same length. In 
1883 it was purchased by Anderson, Webster & 
Company of Glasgow. In 1903 the barque was 
sold to Messrs G.C. Brovig and E. Tonnessen, of 

Arendal, Norway. It had departed Delagoa Bay 
in ballast on 3 April 1911, under the command 
of Captain Emile Tonnessen (also referred 
to as Pounessen, Ponnessen and Jonnessen 
in various reports). He was a part owner, and 
had a crew of twelve, few of whom could speak 
English. It was heading to Albany for orders.

Only a few days prior to its loss the agents 
for the vessel had contacted the Harbour 

Department at Fremantle, requesting that 
the lighthouse keepers along the coast keep 
a lookout for the Mandalay. If sighted it was 
to be signalled to proceed to Flinders Bay, 
where arrangements had been made for the 
barque to take on a full cargo of timber for 
Buenos Aires.

The Mandalay was only partly covered by 
insurance, an amount of £1 000, ‘and not nearly 

Mandalay (1880–1911)
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Figure 19.  The 
Mandalay c. 1900, 
Avon River, Bristol. 
Photo: State Library 
of South Australia.
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to the extent of her full value’ (West Australian, 
29 May 1911: 5e).

THE LOSS
About the time land was sighted on Saturday 13 
May 1911 the Mandalay was hit by a heavy gale 
in position 35° 41' south, 112° 18’ east. This 
quickly increased in strength until it became 
necessary to take in all sail. The following day 
the crew realised that the barque was being 
driven close to the shore so a small amount of 
sail was set on the foremast. However, the fury 
of the wind made it impossible to set any sail 
on the mainmast. It also proved impossible to 
either tack or wear the vessel so as to steer it off 
shore. By 1.00 p.m. on Monday the Mandalay 
had been driven close to Chatham Island, 
only clearing this ‘by a few fathoms’ (Albany 
Advertiser, 27 May 1911: 3f-g). It was evident 
that there was nothing the crew could do to 
save the barque, so to hopefully save the crew 
Captain Tonnessen decided to beach the vessel 
on the coast two miles north-east of Chatham 
Island. It took the ground about 180 m from 
the beach, bumping hard. This resulted in the 
loss overboard of the mainmast, but the hull 
seemed to be still intact, or at least with only 
minor damage.

An able seaman, Knutson, jumped 
overboard intending to swim a line ashore. 
He was immediately hit by four big seas in quick 
succession, the line entangled his legs and he 
began to drown. The only non-Norwegian 
aboard, an English able seaman named Frank 
Ward (still a teenager), jumped in and was 

carried to the beach by a wave. He then swam 
back out to the aid of Knutson, and dragged 
him and the line ashore. Knutson by this time 
was unconscious, though he later revived. 
The crew on board launched the lifeboat, and 
using the line between ship and shore most of 
the crew were dragged to the beach. The seas 
were still driving the Mandalay shoreward, but 
the weather was moderating and before night 
fell they were able to return to the stranded 
vessel, pick up the remainder of the crew, and 
get some food. Much of this food was lost in 
the waves during their endeavours. They also 
managed to salvage some sails and spars to 
make tents for shelter from the bitterly cold 
nights.

The Mandalay had by this time slewed 
broadside on to the sea with the surf breaking 
continually over it. One of the lifeboats 
lay smashed on the beach, although it was 
reported at the time that two more remained 
undamaged on board. The hold, empty except 
for 400 tons of sand ballast, was gradually 
filling with water from a hole in the forepart 
of the barque.

INQUIRY
On 27 May 1911 the Norwegian Consul in 
Perth, R.S. Haynes, assisted by Captain Smith 
and Captain Olsen acting as nautical assessors, 
conducted an inquiry into the loss of the 
Mandalay. The proceedings were held in camera, 
a copy of the evidence being later forwarded to 
the relevant authorities in Norway.

INITIAL SALVAGE
The following advertisement appeared in the 
West Australian newspaper (30 May 1911: 2d):

Wrecked Barque Mandalay
Tenders will be received by R.S. Haynes, Consul for 
Norway, for the Wreck as it now lies on the beach near 
Chatham Island, consisting of Hull, all Gear, Boats, 
Chronometer and Ship’s stores.
Tenders must be addressed to the Consul, and reach 
the Consulate before the 14th day of June.
Richard S. Haynes
Consul for Norway, Perth.

There is a photo taken some 12 months 
after the wreck of the Mandalay which shows the 
vessel upright on the beach. It is evident from 
this photograph that there had been no major 
salvage work carried out. The spars and rigging 
appear more or less intact, apart from those 
taken ashore together with some sails to build 
shelters for the survivors. These, the ship’s 
boats, blankets, clothing and some food were 
saved, along with, presumably the chronometer 
and captain’s navigation equipment, and the 
ship’s papers.

The head of the figurehead was sawn off 
by George Payne of Manjimup and is now 
in the possession of Thomas and Elizabeth 
Gerner of Deep River Farm. Frank Thompson’s 
daughter, Phyllis, salvaged a number of large 
stoneware jars from the wreck in which the 
family preserved butter made on their farm. 
The Thompson family also managed to salvage 
some food from the wreck, a bounty for the 
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isolated farm where obtaining supplies entailed 
considerable cost, time and effort. Frank Read 
used some of the timber from the wreck of the 
Mandalay to make furniture.

SITE LOCATION
The wreck of the Mandalay lies just offshore 
approximately 300 m east of the wooden 
viewing platform and information plaques at 
Mandalay Beach.

SITE DESCRIPTION
In August 1992 a wreck inspection by Tom 
Vosmer and staff of the Department of 
Maritime Archaeology, Western Australian 
Museum, found that the wreck of the 
Mandalay lies in the surf zone, approximately 
parallel to the shore on an axis of 112°–292°, 
and about 10–15 m from the mean low water 
shore line. At that time it was exposed to a 
height of 1–1.5 m, bow pointing to the west. 
Some hull plating remained, particularly 
along the starboard (shoreward) side of the 
wreck, mainly in the forward section. Some 
frames were visible, spaced at about 52 cm 
intervals. The windlass was clearly visible in 
the bow, but the stern had collapsed. The 
wreck is often covered in sand.

EXCAVATION AND ARTEFACTS
In August 1992 a number of artefacts were 
collected during the wreck inspection described 
above. These include nails and iron bolts, two 
pulley sheaves, a fragment of carved wood, a 
Psalm book, the barrel of an 1893 Winchester 

rifle and some ceramic shards. There is a report 
in the Department of Maritime Archaeology 
file that the ship’s bell from the Mandalay is 
at ‘Perup’ homestead, an old copper boiler at 
‘Riverside’, a ship’s door being used as the door 
to a chaff shed at ‘Deeside’ and a foghorn at 
the Manjimup Timber Museum.

Some years ago a fire in the historic 
Tinglewood Hotel destroyed a number of 
artefacts including the ship’s wheel that had 
also been salvaged. These had been on display 
at the hotel.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The survivors of the wreck of the Mandalay had 
no idea of where to go for help. They erected a 
flagstaff on the shore in an attempt to contact 
any passing vessel. The first mate Lars Gjoem, 
carpenter John Satre, and the steward decided 
to seek help, but after two days wandering in 
the bush and seeing no one, they returned 
to the camp on the beach. Meanwhile those 
remaining at the wreck site saw what they 
thought were buffaloes, and shot at a calf. The 
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Figure 20.   The 
Mandalay on 
the beach. Photo: 
Western Australian 
Museum.
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shot missed the calf, but hit an adult ‘buffalo’ 
which they were surprised to find had a bell 
hanging from its neck. They had in fact shot 
one of the local settlers’ cows. They enjoyed a 
welcome addition to their survival rations with 
a stew cooked by Martinus Peterson.

The second mate, Frederick Fincki, climbed 
a hill, and saw that attempting to travel through 
the bush would be impossible, so he started to 
walk eastward along the coast. He reached the 
Nornalup Inlet just in time to meet with Frank 
Skinner Thompson, who owned a property four 
miles up Deep River. Thompson had been at 
the inlet in his 14-foot (4.27 m) boat towing a 
16-foot (4.88 m) ‘flattie’ on his quarterly visit 
to pick up stores brought from Albany by the 
steamer Silver Star, and was just returning home. 
His daughter Phyllis who was with him heard a 
cry, and then saw Fincki on the shore.

The following day the survivors, under the 
guidance of Thompson and his sons, started to 
walk the 80 kilometres to Denmark, a journey 
which took them four days. From Denmark they 
travelled to Albany arriving on 26 May, where 
the Norwegian vice-consul in that town, A.H. 
Dickson, assisted them and sent them by train 
to Fremantle.

Although having been at sea for 46 
years, and being a captain for 25 of those, 
Captain Tonnessen had never previously been 
shipwrecked. He was about to retire from the 
sea, and this disaster was a bitter blow. The first 
mate, Lars Gjoem, had been shipwrecked twice 
before.

The Norwegian Government subsequently 
presented a gold watch and chain to Frank 

Thompson in recognition of the assistance given 
to the shipwrecked crew of the Mandalay, and 
£12 to the owner of the cow that had been shot.

The ship’s carpenter, John Satre, stayed in 
Western Australia, working for the contractor 
building the bridge at Kent River. The crew 
had been cared for by the contractor and his 
men as they travelled from the wreck towards 
Denmark. At that time Satre had been offered 
a job if he wished to stay in the country.

In early 1912 Nicholas Delfs camped in the 
wreck of the Mandalay while he was prospecting 
for coal in the area. Being unsuccessful in his 
prospecting, he left in May of that year and 
was subsequently lost in the bush. His body has 
never been found.

The beach in the area where the Mandalay 
came ashore is now known as Mandalay Beach.

INTERPRETIVE (6)
The Mandalay has been recognised as a 
significant site, and interpretive signs have been 
placed at the beach near where the wreck lies.
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Figure 21.  Crew 
of the Mandalay 
during their trek to 
Denmark. Captain 
Emile Tonnessen is 
seated centre with 
the white beard. 
Photo: Denmark 
Historical Society.
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Rig Type: Ship
Hull: Wood
Tonnage: About 1 000
Date lost: September/October 

1856
Chart Number: AUS 758 & BA 1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1

THE VESSEL
On 21 January 1857 the Inquirer reported the 
finding of wreckage scattered along a long 
length of the south coast:

The natives report having seen the figurehead and 
several spars of a ship near Cape Chatham, and the 
report seems more probable from there having been large 
quantities of composition candles picked up strewed 
more than 130 miles along the beach (Inquirer, 21 
January 1857: 2f).

Some three months later the Inquirer 
reported that pieces of the wreck were still 
being picked up along the coast, ‘principally 
consisting of candles and boots and shoes’ 
(Inquirer, 18 March 1857: 2e).

There is no information available as to which 
vessel wreckage and cargo found scattered on 
the coast in the vicinity of Mandalay Beach 
belonged. However, the barque Albion (381 
tons, Captain Angel) had come upon the 
wreck of a large ship well off shore which may 

have been the source. The Albion was en route 
London to Adelaide, where it arrived early in 
the morning of 13 November 1856.

Note: When first sighted by George 
Vancouver in September 1791 Chatham 
Island was thought to have been part of the 
mainland and was therefore initially named 
Cape Chatham.

THE LOSS
On 30 January 1857 a Perth newspaper 
reported:

The Albany Mail last week brought intelligence of a 
quantity of composition candles and other indications 
of a wreck having been found strewed along the coast to 
the westward. We find the following in the Adelaide 
Observer of Nov. 22, which may possibly account for 
the articles being cast on the shore – On October 31, 
latitude 45º39’ and longitude 104º, being at the time 
under close reefed canvas, the Albion sighted within 
a distance of twenty yards, the wreck of a large ship, 
reported by Captain Angel to be fully 1,000 tons. Her 
mainmast only was standing, and on the stump of 
the maintopmast was lashed a topgallantmast, with 
signal halyards rove, for the purpose of hoisting signals 
of distress. The hull, although totally submerged, was 
visible from aloft apparently 40 feet below the surface.
On reference to the map, it will be found that the locality 
indicated is about midway between Cape Lewin [sic] 
and Kerguelin’s Island, and not much less than one 
thousand miles distant from the shore, certainly a 
most extraordinary locality for a shoal to exist. One 
circumstance certainly against the wreck on the south 
coast being derived from the sunken ship seen by the 
Albion is, that her mainmast was then standing, she 

must have sustained no great amount of damage in 
her hull, and the cargo consequently could not have 
got adrift, but she might have broken up during the 
two months which had passed between then and when 
the articles were found. It is possible the original cause 
of wreck was having the bows stove in from striking on 
an iceberg (Perth Gazette, 30 January 1857: 2d–e).

It may initially seem that the wreck seen 
by the Albion ‘not much less than 1 000 miles 
distant from the shore’ could not be in any 
way related to the wreckage found on the 
south coast, but a close perusal of currents 
in the southern Indian Ocean makes the link 
more likely. The Southern Ocean Current has 
an average rate of half a knot, and flows in a 
west–east direction in the area were the wreck 
was seen. The northern part of the current then 
turns and flows up towards Cape Leeuwin, there 
splitting in two to continue both up the west 
coast as part of the Western Australian Current, 
and partly eastwards along the south coast with 
the remnants of the Leeuwin Current. At half 
a knot, wreckage and some cargo could have 
reached the vicinity of Chatham Island in the 
approximately three months between the 
Albion’s sighting and the finding of the wreck 
material on the beach.

INITIAL SALVAGE
Apart from the ship’s figurehead, several spars, 
many candles and the footwear collected off 
various beaches over a period of several months 
as reported in the newspapers, there is no 
indication of any other salvage.

Unidentified wreck (1857)
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STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The wreckage from an unidentified vessel 
found scattered along 130 miles (240 km) 
of coast in 1857 remains a mystery still to be 
solved.
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Figure 22.  Spars 
and some of the 
cargo from the 
unidentified wreck 
came ashore on 
Mandalay Beach in 
1857. Photo: Peter 
Worsley.
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Rig Type: Brigantine
Hull: Wood
Date lost: Mid-1840
Location: 90 miles east of Cape 

Leeuwin
Chart Number: AUS 758 & BA 1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1

THE VESSEL
Nothing is known about this vessel except that 
it may have been a brigantine, as it was at first 
thought to be a missing vessel of this rig.

THE LOSS
The brig Charlotte, under the command of 
Captain Crighton, arrived at Fremantle from 
Hobart on 8 October 1840, and departed for 
Calcutta one week later. While at Fremantle 
Captain Crighton reported:

…having seen a vessel 90 miles East of Cape Leeuwin, 
water-logged. He passed close to her and hailed loudly 
but received no reply. The Charlotte tacked several 
times in hopes of finding her again, but did not succeed. 
The night was very dark, and it was blowing hard. 
Captain Crighton mentions that a Brigantine has been 
missing from Hobart Town for some time, and thinks 
it likely this may be the vessel he saw (Inquirer, 21 
October 1840: 46b).

A distance of 90 miles east of Cape Leeuwin 
places the sighting of the water-logged vessel 
somewhere off-shore from present day Walpole 
on the Nornalup Inlet.

The brigantine mentioned by Captain 
Crichton as missing was the Maria. It had sailed 
from Adelaide on 6 June 1840 for Hobart, 
with 26 people on board. News later reached 
Adelaide that a vessel had been wrecked in the 
vicinity of Encounter Bay in South Australia. 
Investigators found no survivors, but concluded 
that some at least of those on board had been 
killed by local Aborigines, two of whom were 
hanged by a lynch party. No trace of the wreck 
of the Maria was ever found. This leads to the 
possibility that the Maria was abandoned at 
sea, and if the vessel was carried by a westward 
flowing current it may have reached the 
position where it was seen by Captain Crighton 
four months later. Such a current runs off-shore 
westward from the region of Kangaroo Island 
around the Bight towards Cape Leeuwin at that 
time of year.

INQUIRY
There appears to have been no further 
enquiries into the water-logged vessel seen by 
Captain Crighton.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The identification of the derelict vessel seen 
by Captain Crighton in 1840 remains a mystery 
still to be solved.
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Official Number: 89597
Port of Building: Blackwall, UK
Year built: 1884
Port of Registration: Fremantle
Rig Type: Steam tug, schooner-

rigged
Hull: Iron
Length: 49.6 ft (15.12 m)
Breadth: 12.6 ft (3.84 m)
Depth: 7.0 ft (2.13 m)
Tonnage: 27.85 gross, 6.64 net
Engine: 2-cylinder compound 

steam engine of 20 HP
Port from: Albany
Port to: Fremantle
Date stranded: 16 August 1902
Date lost: 18 October 1903
Location: Rocky Head
Chart Number: WA 1046, AUS 758 & BA 

1034
GPS position: Lat. 35º 01' 54" S
 Long. 116º 44' 30" E
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 1, 2 & 3

THE VESSEL
The steam tug Escort was built by R. & H. Green 
of Blackwall, on the River Thames, UK. It had 
one deck, a round stern and an engine built 
by I. Stewart & Sons, also of Blackwall. The 
machinery space was stated as 21.21 tons, a 
large percentage of the gross tonnage, but to 
be expected in a tug. In mid-1888 it was owned 
by the Orient Steam Navigation Company and 

had been transferred from the company’s 
operations at Diego Garcia Island to their 
base at Albany. When that company ceased 
using Albany as a port-of-call the tug was 
sold to joint owners Alex Armstrong, senior 
and junior, and George Waters, all of Albany. 
Originally registered as No. 1011/1884 in 
London, it was then registered at Fremantle 
in 1901 (No. 1/1901). It was not insured. The 
tug had been thoroughly overhauled and 
fitted with new boilers just prior to leaving 
for Fremantle. The local newspaper described 
the Escort as ‘a small but very powerful vessel’ 
(Albany Advertiser, 15 August 1902: 3b). The 
Escort is variously referred to as a ‘tug’ and 
‘launch’, this seemingly dependent on its use 
at the time.

At 5.30 p.m. on Wednesday 13 August 1902 
the Escort under the command of Captain 
T.A.S. Skinner departed Albany for Fremantle. 
It was to be based at Fremantle along with the 
Armstrong and Waters’ other tug, Dunskey. 
The crew consisted of W. Nelson (engineer), 
A. Armstrong, C. Douglas, J. Baker, A. Potts, 
A. Robeson and J. McFarlane. At the time the 
weather was fine. On Friday night a violent 
gale from the south-east accompanied by 
heavy rain struck the area. Nothing was heard 
from the tug, and by the following Tuesday 
concern was being expressed for the vessel’s 
safety. The Government steamer Penguin 
was therefore sent to search the coast from 
Fremantle south to Cape Leeuwin. The tug The 
Bruce was despatched from Albany to search 
the coast between there and Cape Leeuwin. 

The Bruce returned on Wednesday evening 
having located the Escort at the entrance to 
Nornalup Inlet.

THE STRANDING
After leaving Albany the Escort anchored off 
Rocky Head on the western side of the entrance 
to Nornalup Inlet. The ship’s log states: ‘Strong 
southerly breeze blowing and strong seas’ 
(Albany Advertiser, 22 August 1902: 3b). The 
following day, Friday 14 August, the vessel only 
got as far as Saddle Island when heavy weather 
caused the captain to put back to the previous 
anchorage off Rocky Head. Two anchors were 
dropped with springs on both the cables. The 
Escort rode out increasingly severe squalls and 
rising seas all that day.

The ship’s log for the following day describes 
the stranding:

Saturday, August 16 – At 1 a.m. blowing south east 
gale, heavy rain squalls, parted port chain. Stood by 
engines and put man to wheel. At 3 a.m. the starboard 
chain parted, and took to dodging seas between Rocky 
Point and the reefs, sea getting heavier and squalls 
harder. At 10 a.m. wind and sea worse; concluded to 
put the ship on the beach to save the lives of the crew. 
11 a.m. grounded on a sandy bottom, drew fires and 
opened everything to let her fill. Launch filled standing 
perfectly upright on even keel. Got on shore with all 
hands, clothes, sails and stores. Launch made fast 
with two head lines to the rocks. Made tent with sails 
and camped for night (Albany Advertiser, 22 August 
1902: 3b).

Escort (1884–1902/1903)
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INITIAL SALVAGE
On Sunday 17 August the crew salvaged the 
ship’s boat and two oars, along with some of 
the deck fittings. The following day Douglas 
and Robeson attempted to walk to Denmark for 
help. They returned a little later that morning 
having been unsuccessful, but made another 
attempt this time using the boat to land on 
the eastern shore of the inlet. Meanwhile 
the remaining crew had run lines from both 
mastheads to the shore to keep the Escort 
upright. The Bruce arrived early in the morning 
of Wednesday 20 August and returned almost 
immediately to Albany, taking two of the crew 
(Armstrong and Nelson) from the Escort. At 
Albany The Bruce took on board gear necessary 
to salvage the stranded tug.

By early September, after bailing out the 
water in the engine room, it was found that the 
damage was more severe than at first suspected. 
There was a hole in the hull and this let in so 
much water that the Albany municipal fire 
engine was taken to the stranded Escort to 
pump it out. On 21 September the newspaper 
reported that the salvage attempt had been 
abandoned. The salvors had got the Escort 
‘above water once or twice, but [it] settled down 
again, the injury sustained by her hull being 
considerable’ (Albany Advertiser, 23 September 
1902: 3c). However, the same newspaper stated 
that a diver named McLaughlin had been 
engaged to inspect and report on the possibility 
of success of further attempts at salvage.

F u r t h e r  s a l v a g e  m u s t  h a v e  b e e n 
successfully undertaken, as the Escort was 

advertised as being available for hire until 
late May 1903. 

THE LOSS
Both McKenna (1959) and Dickson (1996) 
state that the Escort was wrecked at Nornalup 
Inlet on 18 October 1903. This information 
was obtained from the Register of British Ships 
at Fremantle held at the National Archives. 
However, if this date is correct, the report in the 
local newspaper that it had taken 50 passengers 
to an athletics meeting at Little Grove on 9 
November 1903 must be in error. It is strange 
that there is no record of the wrecking of Escort 
during October 1903 or later in any Western 
Australian newspaper.

SITE LOCATION
The wreck lies in Nornalup inlet some 100 m 
from the bar, on the eastern edge of the inlet. 
It lies close to rocks, with the steam dome of 
the boiler visible. Large swells are occasionally 
met with at this site.

SITE DESCRIPTION
In 1992 a wreck inspection by Dr M. McCarthy 
of the Department of Maritime Archaeology, 
Western Australian Museum, noted that the 
wreck of the Escort lies parallel to the shore, 
bows pointing southwards, in 2–2.5 m of water 
on a sandy bottom close to some rocks. The 
bow and mid-section are canted to port and 
the forecastle has collapsed, although the deck 
beams are visible. The most prominent features 
of the site are the engine and boiler near the 

middle of the hull. The engine appears to have 
been torn from its mounting and lies to port 
and aft of the boiler, whose dome breaks the 
surface in the swells. The stern has collapsed 
to starboard, and there is no propeller. Terry 
Swarbrick, a long-time resident of the district, 
stated in 1991 that the wreck had undergone 
very little change over the previous 60 years.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Escort played a leading role in maritime 
movements in the port of Albany and along 
the southern coast during the early years of 
the 20th century.
TECHNICAL (2)
Lying close to the shore and in relatively 
shallow water, the boiler and engine of the 
Escort have value for those interested in the use 
of steam power in small vessels a century ago.
SOCIAL (3)
In their walk to get help Douglas and Robeson 
covered some 80 miles (128 km) of thick bush 
in three days.

The Escort was frequently used as a launch 
carrying sightseers on social outings. For 
example on 9 November 1903 it carried 50 
people from the Albany Athletic Club to a 
carnival at Little Grove. The competition 
included foot races, hop, step and jump, 
races for children and novelty events. Because 
of inclement weather, not as many people 
attended as had been hoped, but Escort must 
have been significant in the social life of Albany 
during the time it was employed at that port.
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Figure 23.  Escort 
is shown here loaded 
with picnickers. 
Photo: MHA 
Collection.
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Official Number: 101771
Port of Building: Launceston, Tasmania
Year built: 1893
Rig Type: Schooner
Hull: Wood
Length: 48.6 ft (14.81 m) 

(Marshall, 2001) 
or 52 ft (15.85 m) 
(Albany Advertiser, 29 
March 1934: 7c & West 
Australian, 9 April 1934: 
18b)

Breadth: 11.0 ft (3.35 m)
Depth: 4.9 ft (1.49 m)
Tonnage: 13.81 gross, 7.96 net
Engine: 4-cylinder petrol
Port from: Albany
Port to: Fremantle
Date lost: 6 April 1934
Location: Nornalup Inlet
Chart Number: WA 1046, AUS 758 & BA 

1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1 & 3

THE VESSEL
The Waratah was built by Edwin A. Jack 
of Launceston, Tasmania, of huon pine 
(Dacrydium franklinii) with fittings of tallow 
wood (Eucalyptus microcorys) and kauri (Agathis 
australis). The steamer was fitted with a 

2-cylinder compound engine of 5 NHP. The first 
owner, George Fraser of Trevalyn, Tasmania, 
sold it on 15 January 1897 to the Western 
Australian Government for use by the Fisheries 
Department. This department replaced the 
engine with a more powerful steam engine of 
25 HP giving a speed of 11 knots. The Waratah 
was registered at Launceston (No. 3 of 1893) 
when first launched, but does not appear to 
have been registered at Fremantle, probably 
because it was government-owned. The steamer 
changed hands again in 1906, becoming the 
property of the Police Department. In 1909 
the Waratah was used (unsuccessfully because 
it was too big) as a pilot boat at Albany. It was 
later sold to the owners of a shell grit mill 
on the Kalgan River, and used to carry their 

product to Albany. On the closure of the mill 
the Waratah was abandoned in the Kalgan River 
for some years.

The Waratah was subsequently owned by 
various people until early 1934 when it was 
sold to Frederick Everett and Jim Bone. The 
new owners replaced the old 2-cylinder steam 
engine with a second-hand and unreliable 
4-cylinder petrol engine (originally from 
a London bus), and had it re-rigged as a 
schooner by Charles Farley and Lionel Austin. 
It was rumoured (a rumour not denied) that 
the two were ‘going off in search of adventure’ 
(Albany Advertiser, 29 March 1934: 7c). The 
schooner was being sailed to Fremantle by 
Everett and Captain Downie, as Bone was still 
employed at the Yearlering Co-operative. At 

Waratah (1893–1934)
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Figure 24.  A 
newspaper 
photograph of the 
Waratah aground 
near Nornalup 
Inlet. Photo: West 
Australian, 10 
April 1934: 18.
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Fremantle it was intended to slip the boat and 
carry out an extensive overhaul together with 
some modifications.

The Waratah departed Albany on 25 March. 
However, Captain Downie found that there was 
insufficient ballast and returned to port, where 
two tons or more of extra ballast was added.

THE LOSS
After adding the ballast Waratah left Albany for 
Fremantle on Good Friday, 30 March. The engine 
was not working. The schooner made good time 
until off White Topped Rocks 15 miles west of 
Chatham Island when, because of heavy weather 
from the west and trouble with the rudder, Captain 
Downie decided to seek shelter. On Saturday 
afternoon he anchored with two anchors down 
off the beach just east of the entrance to Nornalup 
Inlet. This anchorage was sheltered from the 
westerly winds. The following day the wind swung 
first to the south-west and then southerly. This put 
the Waratah on a lee shore, and it could not be 
sailed off as the heavy weather had so damaged 
the rudder as to make it useless. On Monday the 
wind went into the south-east and the schooner 
began to drag the two anchors. This continued 
on Tuesday, but abated slightly on Wednesday. 
After rigging a jury rudder Downie and Everett 
went by dinghy into the Nornalup Inlet to see if 
they could get a launch to tow the Waratah away 
from the beach. However, the wind then increased 
in force, making it too dangerous for the small 
launches available to undertake the very difficult 
task of towing the Waratah.

Captain Downie had returned to the 
Waratah and Everett was ashore when late 

on Thursday 5 April the wind increased even 
further and swung to the east. The anchors 
began to drag again, and at the same time the 
vessel began to leak badly. Captain Downie was 
kept continually at the pump, and about noon 
on Friday 6 April the schooner grounded in the 
surf and began to break up. Captain Downie 
threw overboard sails, personal effects and 
anything he thought would wash ashore, and 
then jumped into the sea and struggled safely 
to the beach.

The Waratah, a craft 52 feet long, was pounded to 
pieces in the surf on a sandy bottom about half a mile 
east of the entrance to Nornalup Inlet, and her remains 
washed up the shelving beach to within forty yards of 
the foot of the sandhills. A steel rope was taken from 
the fore part of her hull to a tree in the scrub, yet so 
deeply was she buried in the sand that within 48 hours 
it was difficult to discern the slightest trace of the hull, 
and had it not been for the hawser, any searcher could 
have walked right by without dreaming that the bones 
of a ship lay but a few yards away (West Australian, 
20 April 1934: 22a)

INITIAL SALVAGE
The newspaper report of the incident stated 
that Captain Downie had saved some of their 
personal effects, sails and other items which he 
had thrown overboard to float ashore.

The wreck of the Waratah was bought by 
a local man named Swarbrick for £7 10s. He 
salvaged the spars, rigging, some of the timber, 
engine, shaft, propeller and stern tube. One 
of the spars of the schooner was subsequently 
sold to the owner of a yacht which had snapped 

a mast, and some of the planking was used to 
build the deck of the houseboat Lady Walpole, 
built by the Swarbricks in 1934.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
Captain Downie had previously been master 
of the well-known sailing ship Kirkcudbrightshire 
which was later hulked at Fremantle.
SOCIAL (3)
During its working life of over 40 years the 
Waratah was used in very many roles. It was 
operated under steam, sail and internal 
combustion engine. It carried general cargo 
and subsequently became a pleasure yacht while 
in private hands. Under government ownership 
it was used by two separate departments, and 
also served as a pilot boat. With this diverse 
background Waratah must have touched the 
lives of a great many people who otherwise had 
no connection to each other’s activities.

Captain Downie had also been involved in a 
previous wreck, that of the Lenita (see entry) on 
Michaelmas Island only four and half months 
before the loss of the Waratah.
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Rig Type: Cutter
Hull: Wood
Length: 30.5 ft (9.3 m)
Breadth: 11.17 ft (3.41 m)
Depth: 4.83 ft (1.47 m)
Tonnage: 9
Port from: Albany
Port to: Fremantle
Date lost: 4 December 1898
Location: 2 miles west of Irwin 

Inlet
Chart Number: AUS 758 & BA 1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
The small cutter Cricketer, previously a ‘pleasure 
boat’ based in Melbourne, was purchased by 
J.G. Cornish, the postmaster at Narrogin, in 
partnership with a man named Street. With a 
crew consisting of Thomas Hughes (skipper), 
Richard Barrett and Peter Johnson the cutter 
left Melbourne on 20 May 1898 for Fremantle. 
After weathering a number of gales during 
which the crew had to take shelter for periods 
up to three weeks and consequent shortage 
of provisions, Thomas Hughes became ill and 
was put ashore at Fowlers Bay, South Australia. 
The other two men waited there fifteen days, 
but as Hughes’ condition did not improve they 
decided to continue the voyage without him. 

They encountered further headwinds, and off 
South East Isles the deck began leaking badly, 
resulting in them having to pump the cutter’s 
bilges every hour.

Progress was very slow and by 3 October they 
were only near Esperance. Here the Cricketer 
was caught in another severe gale that blew 
the vessel 200 miles south of the coast. It took 
the crew four days to sail back to the coast 
at Bremer Bay. Here they sheltered for nine 
days until the weather improved enough for 
them to sail on 16 October for Albany. The 
following day, when only ten miles from that 
harbour another gale struck and the cutter was 
nearly swamped. It was hove to all that night 
and the following day, and needed constant 
bailing. When the gale eased the Cricketer was 
again steered towards Albany, where the tug 
Dunskey towed it to an anchorage. The anchor 
was dropped at 4.20 p.m. on 19 October. The 
voyage from Melbourne had taken five months.

THE LOSS
The Cricketer sailed from Albany for Fremantle 
on the afternoon of 28 November 1898. There 
was a fair wind until Barrett and Johnson reached 
the vicinity of West Cape Howe, where strong 
westerly winds required them to heave to for two 
days in the lee of the cape. They then worked to 
windward as far as Rame Head, but the cutter 
continued to leak badly. As the water was gaining 
despite one person bailing with a bucket and the 
other operating the cutter’s bilge pump as he 
steered, there was a danger of foundering. They 
saw a gap in the reefs two miles west of Irwin Inlet, 

and managed to steer the cutter between the reefs 
and beach it in the surf about 4.00 pm on Sunday 
4 December 1898. The small cove is marked but 
not named on Admiralty charts, nor is it named 
in the Admiralty Pilot. However, it is marked 
as ‘The Gap’ on some local maps. Leaving the 
boat, the men waded ashore taking with them 
the only supplies they had, these being a loaf of 
bread and some tea and sugar. They searched 
for help, and after 54 hours of wandering they 
reached Wilson Inlet. Here a fisherman named 
Bryant found them and took them to Denmark. 
From there they were taken to Albany, where 
they reported the mishap to the subcollector of 
Customs, E. Troode.

INITIAL SALVAGE
The two crewmen thought that the Cricketer 
would be ‘quite safe on the beach, but the 
question is whether she is worth the expense 
that would be incurred in getting her off’ 
(West Australian, 9 December 1889, 5i). There 
is no record of the cutter subsequently being 
salvaged.

A newspaper speculated that at the time of 
the loss the Cricketer would not be covered by 
insurance as it was not under the command 
of a ‘certificated master’ (Albany Advertiser, 10 
December 1898: 3b).

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The crew of the Cricketer made a valiant effort 
to get the vessel from Melbourne to Fremantle. 
The cutter was obviously unsuitable for the 

Cricketer (?–1898)
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voyage, and the loss of the only qualified person 
must have made things even more difficult for 
Barrett and Johnson. The voyage of the Cricketer 
must be one of the most arduous undertaken 
along the south coast.
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Figure 25.  The 
cutter Cricketer 
battled heavy 
weather during 
much of the voyage 
from Melbourne. 
This small cutter 
has its mainsail 
reefed in a strong 
wind. Photo: Albany 
Public Library.
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Official Number: 998850
Port of Building: Barrow, UK
Year built: 1892
Port of Registration: Melbourne
Rig Type: Steamer
Hull: Steel
Length: 284.2 ft (86.62 m)
Breadth: 40.3 ft (12.28 m)
Depth: 22.7 ft (6.92 m)
Tonnage: 2 506 gross, 2 162 net, 

1 588 under deck
Engine: Triple expansion 

compound steam 
engine of 178 NHP

Port from: Newcastle, NSW
Port to: Fremantle via Albany
Date lost: 14 June 1901
Location: 20 miles off Irwin Point
Chart Number: AUS 758 & BA 1034
Significance criteria: 8

THE VESSEL
The Isis was built by the Naval Construction and 
Armament Company Limited and launched 
in August 1892. It was powered by a triple 
expansion engine built by Muir & Houston 
of Glasgow. The ship had been chartered by 
McIlwraith, McEacharn and Company from 
the Melbourne based owners S.S. Isis Co. Ltd 
(Maclay & McIntyre), to replace their recently 
wrecked steamer Federal, and this was its first 
voyage carrying coal to Albany. The steamer 
had, among other boats, a 24-foot (7.32 m) 
lifeboat and an 18-foot (5.49 m) ship’s boat, 
both carried in davits on the starboard side. 

The Isis, under the command of Captain J.M. 
Sim had loaded 3 200 tons of coal at Newcastle, 
NSW, and left for Albany and Fremantle 
via Adelaide at midnight on 26 May 1901. 
The steamer had a very rough voyage across 
the Great Australian Bight, the decks being 
constantly awash.

Having discharged 2 200 tons of coal into 
McIlwraith, McEacharn and Company’s lighters 
at Albany, the Isis departed for Fremantle at 
10.15 a.m. on Thursday 13 June 1901. The 
ship had four holds, and 250 tons of coal had 
been left in each of them. With all the cargo 

down low the vessel ‘rolled like a pendulum…
the motion violent and jerky’ (Albany Advertiser, 
18 June 1901: 3g).

The lifeboats aboard the Isis would have 
probably been of wooden clinker construction, 
and fitted with some sort of flotation tanks 
made from copper or Muntz metal (a copper-
zinc alloy). The jolly boat or ship’s boat was a 
smaller boat, used while in harbour to take the 
captain and crew ashore, fetch stores, etc. It 
also would have been clinker built, but would 
not have had any flotation tanks.

Boats from the Isis (1901)
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Figure 26.  Steamer 
Isis. Note the large 
number of derricks. 
Photo: Photoship.
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THE LOSS
On 13 June 1901 the wind was from the north-
west and strengthening with a rising sea, so the 
captain headed the Isis further off-shore. After 
passing Hillier Point conditions worsened and 
at 4.15 a.m. on Friday morning, at a position 
20 miles off the coast between Foul Bay and 
Irwin Point, the wind suddenly shifted to the 
south-west and a terrific squall struck the Isis. 
The ship rolled heavily and 15 minutes later 
the funnel broke off flush with the deck, and 
fell over the starboard side.

It was a double funnel, the ordinary tube having an 
outside casing, and the whole lot must have weighed 
four tons. The constant swaying had evidently snapped 
the guys, and the funnel broke off flush with the deck 
casing, going overboard without touching the bridge 
or the deck (Albany Advertiser, 18 June 1901: 3f).

In falling it destroyed two boats – the 
starboard lifeboat and the ship’s jolly boat. 
The ship also suffered other damage which 
included davits being carried away, No. 3 ballast 
tank burst, a number of shrouds and stays 
broken, the aft compass washed away, a derrick 
broken and a winch damaged.

In the same gale the Vinebranch (Captain 
H.J. Bitsan), en route Melbourne to South 
Africa via Albany lost a man overboard, which 
indicates how rough the seas were at that time.

INITIAL SALVAGE
The Isis was some 65 miles from Albany, and 
tried to turn and head for shelter at that 
port. Due to the funnel having been lost the 

draught for the boiler furnace was considerably 
reduced, thereby reducing boiler pressure and 
the power of the engines. By daylight the ship 
had drifted to within sight of land and the 
staysail was set to enable the vessel to be put 
on a safer course. The maximum speed that 
the ship could make under both engine and 
sail was only five knots. The Isis arrived back at 
Albany just after 6.00 p.m. on Friday 14 June 
and anchored in Princess Royal Harbour.

On Sunday the Isis was taken alongside 
the Town Jetty to off-load the remaining 1 000 
tons of coal and enable temporary repairs to 
be carried out. It was fitted with a funnel 15 
feet (4.47 m) high by the Albany Engineering 
Works. The remaining 20 feet (6.01 m) was to 
be added when it arrived back in Melbourne, 
to which port it sailed on 22 June 1901.

The Isis was later renamed Malvolio.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The British-built boats from the Isis are 
representative of ship’s boats of the late 19th 
century. They were almost certainly replaced 
by locally built craft.
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Official Number: 101022
Port of Building: Balmain, NSW
Year built: 1891
Port of Registration: Fremantle
Rig Type: Steam tug
Hull: Wood
Length: 74.2 ft (22.62 m)
Breadth: 16.1 ft (4.91 m)
Depth: 7.2 ft (2.2 m)
Tonnage: 50.37 gross, 34.25 net, 

44.76 underdeck
Engine: 2-cylinder compound 

steam engine of 35 NHP
Port from: Albany
Port to: Nornalup Inlet
Date lost: 10 March 1917
Location: Wilson Inlet
Chart Number: DMH 337, AUS 759 & 

BA 1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1 & 3

THE VESSEL
The Dunskey was built by David Drake at 
Balmain, NSW, and launched in September 
1891. It had one deck, a billet head, elliptical 
stern and was fitted with a derrick. Originally 
rigged as a schooner, Dunskey had this rig 
removed in 1896 or 1897. The 2-cylinder 
compound engine had been built by Bowen 
McLaughlin & Co., Paisley, Scotland. The 
Dunskey was purchased from its Sydney owners 

by William Douglas of Albany on 3 September 
1897, and registered at Fremantle (No. 
8/1897). Douglas subsequently sold the tug to 
the Armstrong and Waters partnership, also of 
Albany, on 3 August 1901. It was not insured.

The Dunskey was chartered to take a railway 
survey party to Nornalup Inlet. There were six 
men in the survey party: McCrosky, Bennett, 
Hatton, Buney, Neilson and A.C. Langler. 
The crew of Dunskey comprised the captain, 
Alexander Armstrong (snr), the engineer, 
Alexander Armstrong (jnr), O.S. Parish and 
P.J. Ingles, firemen, and G. Keyser, deckhand. 
Also on board, but just as a passenger, was 
an old sailor, Richard Burridge. The vessel 

carried nine tons of cargo, mostly stores, survey 
instruments and baggage for the survey party, 
but also included some stores for J. Thompson, 
a settler at Nornalup.

The Dunskey departed Albany at 2.00 p.m. 
Thursday 12 March 1917, reaching West Cape 
Howe at 5.00 p.m. that evening and anchoring 
in the lee of the cape. Sailing at 2.00 a.m. the 
following morning it arrived at Nornalup at 
9.00 a.m., expecting to be met by a motor 
launch. The launch was not there, and so a 
dinghy was sent up Deep River to search for 
it but found nothing and therefore returned. 
About 3.00 p.m. Thompson’s son sailed a small 
boat to the anchored Dunskey, and took two of 

Dunskey (1891–1917)
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Figure 28.  The 
Douglas family 
vessels in 1896, tug 
Dunskey (left) and 
schooner Grace 
Darling (right) 
at Little Grove 
Jetty. Photo: MHA 
Collection.
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the survey party, Burney and Neilson, to get 
the launch. This was expected to take some 
six hours.

THE LOSS
The weather at that stage was calm, but soon 
the wind began to increase and at 5.00 p.m. a 
south-westerly squall struck and Dunskey parted 
its anchor cable. The vessel was immediately 
headed for the open sea, only to find that the 
shock when the anchor cable had parted had 
strained the bows, consequently Dunskey was 
leaking quite badly. As the force of the wind 
increased it was found that the pumps were not 
coping, so everything possible, including the 
cargo, survey instruments, stores and personal 
belongings were thrown overboard.

The Dunskey was being driven eastwards, 
taking in water which, because of the lack of 
sufficient steam, the pumps were unable to 
cope with. By morning there was 4 feet (1.22 m) 
of water in the engine-room, and 6 inches (15 
cm) in the stokehold. By this time the wind had 
veered to the south-east, making it a headwind 
for the voyage to safety at Albany. It became 
obvious that it was impossible to continue to 
that port so the decision was made to run the 
vessel onto a beach. At 8.00 a.m. Dunskey was 
run aground on the bar at the entrance to 
Wilson Inlet, striking bottom some 50 yards 
(46 m) off-shore:

A terrific surf was running and in a few minutes 
the tug was battered beyond recognition. Her funnel 
went before those on board could leave her, and soon 

afterwards the deck-house followed. Every man on 
board had a lifebelt, and there were some lifebuoys and 
planking. An effort was first made to get a life-line 
ashore and Parish made two unsuccessful attempts 
in this direction before young Armstrong tried, only 
to fail also. Hatton then jumped overboard and was 
carried on the top of a wave to the beach (The Albany 
Advertiser, 14 March 1917: 3h).

Eventually all those on board reached shore 
safely, although Armstrong (snr) was at first 
washed out to sea, and suffered considerably 
from the ordeal. Both he and Langler were 
washed ashore in a semi-conscious condition. 
Harry Morgan, a local settler, was at the beach 
with his family and helped the survivors ashore. 
He also sent his son in to Denmark to bring 
further assistance. Within half an hour of 
striking Dunskey had completely broken up.

While the survey party remained in 
Denmark, the crew of Dunskey returned to 
Albany by train on Monday 16 March 1917. 
The wreck has not been seen in recent times.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Dunskey was well known in Albany, being 
used not only as a tug in the harbour but also 
as a pleasure vessel taking tourists on day trips. 
It was a general work boat for the well-known 
Douglas family.

It was also used in an attempt to save the brig 
Laughing Wave which was wrecked in Bunbury 
on 29 August 1903.

SOCIAL (3)
The local newspaper praised the efforts made 
by Richard Burridge in the struggle to save 
Dunskey and its crew:

It is providential that Burridge was of the party. He 
had gone with Armstrong in the hope of a little fishing, 
and it was his nautical knowledge and physical 
strength which helped the elder Armstrong in steering 
and managing the Dunskey during the perilous hours 
of Friday night (The Albany Advertiser, 14 March 
1917: 3h).
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Official Number: 97443
Port of Building: Preston, UK
Year built: 1891
Port of Registration: Port Natal, South Africa
Rig Type: Steamer, twin screw – 

schooner-rigged
Hull: Steel
Length: 130.8 ft (39.87 m)
Breadth: 22.0 ft (6.71 m)
Depth: 8.6 ft (2.62 m)
Tonnage: 262 gross, 100 net, 204 

under deck
Engine: Two triple expansion 

steam engines of 59 
NHP

Port from: Port Natal, South Africa
Port to: Newcastle, NSW
Date stranded: 28 July 1898
Location: Wilson Inlet
Chart Number: DMH 337, AUS 759 & 

BA 1034
Significance criteria: 3

THE VESSEL
The Gertie was built by William Allsup & Sons, 
Ltd to Lloyd’s 100A1 standard, and launched in 
May 1891. It had one deck, four bulkheads and 
was cemented. The two small, triple expansion 
steam engines were fed by a single boiler, and 
the vessel was fitted with a 13-ton water ballast 
tank. An early owner was W. Storm, but by 
1908 it was owned by Horsley and Company. 
The master was Charles Alfred Graham with 
Thomas Burns as mate, E. Duff chief engineer, 
and seven other crew. There were also on board 

a part-owner (Mr Horsley), who had signed on 
as purser, and two passengers, J. Rowbotham 
and D. Harrison, with these three working their 
passage and being paid the nominal wages 
of one shilling per month. The ship carried 
two boats, one 5.26 m and the other 5.03 m 
in length. The vessel was insured for £4 500, 
although valued by the owner at £6 500.

The Gertie had departed Port Natal on 21 
June 1898. According to a statement by the 
engineer there were only 148 tons of coal for 
the engine. He had been advised by the master 
that the vessel used 5½ tons of coal per day, 
and that the quantity on board was sufficient 
for the voyage as far as Adelaide. There was 
water in the boiler plus a further 28 tons on 
board, excluding drinking water. Before leaving 
Durban the engineers had informed Captain 
Graham that this was sufficient to take them to 
New Zealand, however the water ran out only 
12 days after leaving port. By 22 July, when in 
sight of Cape Leeuwin, the crew also ran out of 
food, and the following morning they ran out 
of coal. The master therefore decided to make 

for Broke Inlet on the south coast of Western 
Australia. Burning the wooden flooring and 
lining of the fore hold for fuel, the Gertie made 
the inlet and anchored that evening.

THE STRANDING
On 24 July Captain Graham took two of the 
seamen and went ashore in an unsuccessful 
search for food and fuel. They saw some cattle, 
and on their return to the ship the mate, owner 
and three seamen went ashore and killed a cow 
and a calf. As this took place about 15 miles (24 
km) into the bush they could only bring the 
calf on board, and this not until the following 
day due to heavy surf. The calf (which weighed 
about 23 kg) and some fish caught using the 
entrails from the calf as bait, supplied some 
food for the hungry men.

On Tuesday 26 July Gertie sailed to Wilson 
Inlet where it was anchored off-shore at 5.00 
p.m. that evening in 10 fathoms (18.3 m) 
of water using the starboard anchor and 45 
fathoms (82.3 m) of chain. At 7.00 a.m. the 
following day the captain and owner went 
ashore without leaving any orders. They were 
given a meal at Young’s farm, and the two 
seamen who had taken them ashore were 
sent back to the ship with a sack containing 
50 lbs (22.7 kg) of flour. They arrived at the 
ship about 10.30 p.m., but the flour had been 
damaged by sea water. The crew were too 
weak to hoist the boat on board, but managed 
to hoist the flour from which they cooked 
pancakes, frying them in tallow. Meanwhile 
the captain travelled by train from Denmark 

Gertie (1891–1898)
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Figure 29.  The 
steamer Gertie 
which ran aground 
at Wilson Inlet after 
a disastrous voyage 
from South Africa. 
Photo: Photoship.
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to Albany in order to obtain the services of a 
tug to tow the steamer to that port. He had 
tried unsuccessfully to obtain coal at Denmark, 
and was informed that even if coal had been 
available it could not have been taken aboard 
the steamer because of the surf then running.

About 8.00 p.m. on 28 July a south-east gale 
blew up and the mate let out more anchor 
cable. The Gertie began to drag the starboard 
anchor so the port anchor was let go. By this 
time heavy seas were breaking right over the 
ship, and sweeping the bridge. The anchors did 
not hold, and at 10.00 p.m. the ship grounded 
just off the bar of the inlet. It was bumping 
considerably but not leaking. The mate told 
the crew to collect their personal baggage, and 
with two volunteers he broke into the captain’s 
and owner’s cabins to save the ship’s papers, 
chronometers and personal effects. The crew 
got safely ashore and into a cave for shelter. 
The following day some were taken to nearby 
Denmark, while the mate, second engineer 
and a seaman returned to the ship to act as 
caretakers.

On Tuesday 2 August Constable Benmore 
was sent from Albany to Wilson Inlet, and 
when he arrived Captain Graham complained 
to him that the crew would not work. When 
interviewed the crew said that they would not 
work as they had not been given anything to eat. 
They returned to work at the request of Captain 
Jones, Lloyd’s surveyor, but when the food ran 
out two days later they again refused to work. 
When approached by Constable Benmore, 
Captain Graham stated:

They could go where they liked, and get their tucker 
where they liked, as he did not want them anymore. The 
constable then asked the Captain whether he would let 
the men have any money, and received the reply, ‘No, 
I will give them nothing; they got me in this hole and 
they can get out of it the best way they can.’ (Albany 
Advertiser, 4 August 1898: 3f).

The crew arrived at Denmark entirely without 
money or food. The Government Resident at 
Albany, J.A. Wright, made arrangements with 
the manager of the Denmark Forests Company 
to supply the men with rations, pending 
further action. After travelling to Albany the 
crew instructed a solicitor to take proceedings 
against Captain Graham for recovery of their 
wages. Captain Graham, in reply, laid charges of 
abandoning the ship against the men. However, 
after Captain Graham paid off the crew their 
proceedings against him were dropped.

INQUIRY
A Court of Inquiry was held at Albany on 19 
August 1898 regarding the stranding of the 
steamer Gertie. The court consisted of the 
subcollector of Customs Mr Troode, J.F.T. 
Hassell and Captain Tait nautical assessor. 
Captain Graham had three charges to answer:

That you were guilty of incompetency as master of the 
steamer Gertie in that (a) you commenced a voyage 
from Natal to Newcastle, N.S.W., with insufficient 
coal; (b) that you were guilty of unreasonable delay 
in obtaining a further supply of coal after you arrived 
at Wilson Inlet; (c) you were guilty of leaving your 
ship in an exposed and dangerous position for an 

unreasonable period without due regard to her safety 
and or to her being properly provisioned (Albany 
Advertiser, 6 August 1898:3c).

The court found that ‘charge (a) was not 
substantiated, (b) was not practicable, and (c) 
everything had been done that was reasonable 
after the vessel anchored in Wilson Inlet, but 
the Captain had committed an error in leaving 
his ship’ (Albany Advertiser, 13 August 1898: 
3b–d). He was ordered to pay costs of £5 5s 0d.

INITIAL SALVAGE
At Albany Captain Graham obtained the services 
of the tug Dunskey (Captain William Douglas) 
which, after taking on some coal and provisions, 
steamed to Wilson Inlet, arriving on 30 July. 
However when the tug arrived with Captain 
Jones the Lloyd’s surveyor on board, Gertie was 
found to have been driven high and dry by the 
gale and was broadside on to the beach, firmly 
embedded some 5 feet (1.5 m) in the sand at 
low tide. At high tide it floated in a small basin it 
had formed in the sand, bumping heavily. There 
had been 120 fathoms (220 m) of chain out on 
the starboard anchor, but this had parted and 
lay near the stranded vessel. The port anchor 
had been dropped with 45 fathoms (82.3 m) of 
chain, but this had also parted. Four of the crew, 
including the mate, were now on board the ship, 
the remainder being in Denmark.

Captain Jones, on behalf of the Lloyd’s 
agents, inspected Gertie and found that it had 
sustained little damage.

Not having the necessary salvage equipment 
on board, Dunskey returned to Albany. A contract 
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was then entered into between the owner and 
Captain Douglas for Dunskey to pull Gertie off the 
bank and tow it to Albany. Douglas first engaged 
workmen from Millar’s mill at Denmark to 
cut a trench with shovels around the stranded 
steamer. The water level in the inlet was some 
3 feet (90 cm) higher than the sea, and the 
proposal was that a further trench to the inlet 
would allow that water to sluice down, greatly 
assisting in getting the steamer off.

On Tuesday 2 August the owner Mr Horsley 
returned to Gertie on board the tug Dunskey, 
which was carrying three tons of coal. Most of 
the crew refused to load this, but eventually 
some was put on board. Many of them had in 
fact refused to obey orders or to re-board the 
ship due to the lack of food given to them. 
Two attempts to haul Gertie off on Wednesday 
3 August failed when first a 220 fathom steel 
cable snapped, and then a 400 fathom 4 inch 
manila rope also parted. This latter had pulled 
the stranded vessel three times its length into 
deeper water before it gave way. Captain Douglas 
returned to Albany to obtain more salvage gear, 
including large anchors, chain and more rope. 
These anchors were set off shore and the cable 
led to Gertie’s own winch. After steam was raised 
it hauled itself off at 11.00 p.m. on 9 August, 
assisted by Dunskey. The trench to the inlet had 
after all not been required. After retrieving all 
the salvage gear Dunskey towed the steamer to 
Albany, arriving there at 2.20 p.m. the following 
day. The only incident during the tow was a 
broken tow line while off West Cape Howe. 
Captain Graham and the owner were on board, 
but the crew had remained at Denmark. The 

Gertie berthed at the town jetty in order that 
repairs could be carried out. Captain William 
Douglas, the owner of Dunskey received £1 000 
for the salvage and towing.

A further survey by Captain Jones and a 
diver, J. Simmonds, revealed that one blade of 
the starboard propeller had broken off, and two 
blades of the port propeller had pieces missing. 
It was also noted that the flooring and side 
stringers of the No. 1 hold and side stringers of 
the aft hold had been used for fuel when Gertie 
ran out of coal. Apart from serious damage to 
the windlass and damage to both ship’s boats, 
the steamer was in good condition with the hull 
being virtually undamaged.

At Albany Gertie was repaired by the 
engineering firm of H.T. Offord & Sons. This 
included replacement of one of the propellers 
and repairs to the boiler. After taking on coal, 
stores and a newly signed crew, it departed 
for Newcastle on 6 September. After steaming 
only about a mile and a half the lower manhole 
door of the boiler blew out, so the tug Dunskey 
again towed Gertie back into harbour. Repairs 
were again carried out and Gertie finally left for 
Newcastle at 11.15 a.m. on 8 September 1898, 
arriving at that port on 20 September.

Following this incident Gertie was sold to 
Levin & Co. Ltd of Wellington, New Zealand, 
and registered at that port.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The privations suffered by the crew of Gertie 
were a result of lack of foresight by the captain 
and owner.

In 1904 with the money he had earned from 
the salvage of Gertie, Captain Douglas bought 
the 206-ton wooden-hulled barquentine Iris 
from John Bateman of Fremantle.
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Port of Building: Liverpool
Year built: 1840
Port of Registration: Adelaide
Rig Type: Schooner
Hull: Wood
Length: 72 .0 ft (21.95 m)
Breadth: 18.8 ft (5.73 m)
Depth: 13 ft (3.96 m)
Tonnage: 149 gross, 138 net
Port from: Adelaide
Port to: Singapore
Date lost: 4 September 1850
Location: West Cape Howe
Chart Number: AUS 759 & BA 1034
GPS position: Lat. 35º 06.310’ S
 Long. 117º 35.462’ E
Finders: Eric Christiansen, 

Douglas Timms, Donald 
Morrisey & Ted Wolfe

Protection: Historic Shipwrecks Act 
1976

Significance criteria: 1, 3 & 8

THE VESSEL
The Harlequin was owned by Elder and Co. of 
Adelaide, departing that port for Singapore on 
3 August 1850 under the command of Captain 
James Welsh (or Welch) with a crew of eight, 
and was to call at Albany and Fremantle en 
route. The captain’s wife of one month was also 
on board. A newspaper criticized the condition 
of the rigging of the schooner stating that ‘she 
was most shamefully found in every respect, 
and had hardly a whole rope from stem to 
stern’ (Perth Gazette, 27 September 1850: 2c). 

The schooner was carrying a very mixed cargo 
listed by a newspaper as:

937 cakes of copper, 1009 tiles ditto, 116 ingots ditto, 
6 bales leather, 20 bags flour, 8 bundles iron, 1 pkg 
tins, 2 carroteels currants, 17 boxes raisins, 6 ditto 
wax candles, 12 kegs vinegar, 1 hhd sugar, 300 bags 
flour, 1 case glassware, 1 cask soda, 1 ditto whiting, 
1 box starch, 1 ditto blue, 1 bale bacon, 1 bag nuts, 1 
brl walnuts, 5 casks peas, 5 cases oatmeal, 220 bags 
flour, 8 ditto sugar, 1 case cheese, 5 boxes soap, 1 bale 
wool bags, 1 case ironmongery, 1 box tea, 2 bags sugar, 
2 casks, 2 cases, 1 bundle, Nicholson; 25 bags sugar, 
Owen; 15 tierces beef, Collinson; 110 boxes soap, 
Samson; 10 casks beef, 10 bags potatoes, 1 bale leather, 
Owen (Perth Gazette, 20 September 1850: 2c).

The total weight of the cargo of copper was 
30 tons and it was insured with the Adelaide 
Marine Insurance Company for £2 500. The 
Harlequin arrived at Albany on 22 August, and 
after discharging part of the cargo of flour 
(some 6 tons shipped by W. Owen) and sugar, 
cleared on 26 August and anchored in King 
George Sound awaiting suitable weather.

THE LOSS
The Harlequin departed King George Sound on 
Sunday 1 September 1850 and had sailed to a 
position 36º 49’ south and 114º 51’ east, south-
west of Cape Leeuwin, when on 2 September 
a severe gale struck from the north-west. The 
schooner lost all its sails and was driven back. 
The gale then swung to the south-west, and 
at 3 o’clock in the morning of 4 September 
the Harlequin was driven on to the coast to 

the west of West Cape Howe, ‘a locality of the 
most fearful description for such a mishap, the 
coast consisting of almost perpendicular rocks 
of granite, near 200 feet high, and the water at 
the base having a depth of ten fathoms’ (Perth 
Gazette, 20 September 1850: 2c). The vessel very 
quickly began to go to pieces, and three of the 
crew the cook, a seaman and a cabin boy, were 
drowned. It was later stated that the seaman was 
drunk and made no effort to save himself. Mrs 
Welsh was three times washed off a spar that 
the crew were using to help get her ashore. On 
each occasion she ‘regained it by swimming, an 
art of which she was before entirely ignorant! 
and only knew by description.’ (Perth Gazette, 
20 September 1850: 2c.

The cook attempted to save his life by grasping at the 
dress of Mrs Welsh, who had gained a small rock; and 
as his efforts threatened the loss of her life, and could 
not save his own, his hold was broken off by one of 
the sailors, and he sank (Inquirer, 18 September 
1850: 2c).

Mrs Welsh had been asleep below, and was 
dressed only in a night dress. The body of the 
drowned sailor was located on a ledge of rock, 
so his trousers were removed and given to her 
to wear. The survivors were saved by a sailor 
climbing the cliff with a rope, which, after 
fastening one end, he lowered to the others. 
This enabled them to climb the rocks, and 
finally Mrs Welsh was hauled up. In a letter 
to the vessel’s owners in Adelaide, an Albany 
resident who had previously been the harbour 
master, Peter Belches, stated:

Harlequin (1840–1850)
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I know the spot where it happened; had she struck three 
or four times her own length either to the westward or 
eastward of where she did, none of the crew would have 
been saved (quoted in The Courier, 2 November 
1850: 2).

The survivors then set off through the dense 
bush towards Albany, some 36 kilometres away, 
where they arrived exhausted but safe on the 
afternoon of 7 September. As destitute seamen 
they were provided with board and lodging, 
paid for by the Government Resident at a cost 
of 12 shillings each per week. Captain and Mrs 
Welsh and four of the crew were later taken 
back to Adelaide on the brig Calder, which had 
been sailing from Singapore to Adelaide and 
had called in at King George Sound.

INITIAL SALVAGE
A newspaper advised of the sale of the wreck 
of the Harlequin:

By a letter we have received from our correspondent 
at Albany, we hear that the wreck (or rather the 
remnants) of the ill-fated Harlequin, consisting of 
kelson, forefoot, capstan, chain, and anchors, and all 
she had in her, were sold by Auction for the benefit of 
the underwriters, for the sum of £45 (Perth Gazette, 1 
November 1850: 3b–c).

The purchasers were James Cooper and 
John Williams. Despite Captain Welsh having 
stated after inspecting the wreck site that the 
cargo was irrecoverable, Cooper and Williams 
recovered one ton of copper only a few days 
after purchasing the wreck. This copper was 
presumably on a reef, as the paper stated that 

there was only two feet (0.6 m) of water over 
it, and that the rest was clearly visible. The 
salvors confidently expected to also recover the 
remainder. They hoped as well to be able to 
raise the ‘sheet lead, chain, anchors, &c., worth 
£100 more’ (Perth Gazette, 1 November 1850).

There is also a reference to Aborigines 
bringing copper bars to a farmer living in 

the vicinity of the wreck, and some salvage by 
local people using a bullock team, the salvaged 
material being sold in Albany (MA 195/72).

SITE LOCATION
The wreck of the Harlequin lies on a rock 
ledge on the second small beach west of West 
Cape Howe, below a steep, rugged gully. This 
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Figure 30.  Many 
pieces of wreckage 
from the Harlequin 
washed ashore and 
became lodged in 
the rocks. Photo: 
Western Australian 
Museum.
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gully is known as Copper Gully, and was where 
salvaged material was hauled up for loading 
on carts at the top of the cliff. The position is 
approximately eight kilometres west of West 
Cape Howe, and 400 metres east of Bornholm 
Beach.

SITE DESCRIPTION
Although Scott Sledge of the Western Australian 
Museum attempted a wreck inspection of the 
Harlequin in December 1974, he was unable 
to dive on the site due to the dangerous surf. 
This is a feature of the site, and the Museum 
has been unable to accurately plot the exact 
position of the wreck. In September 2001 Don 
Phillips reported the finding of an anchor and a 
bale of raw rubber. The anchor may have come 
from the Harlequin; the rubber would have most 
probably been from the wreck of the Michael J 
Goulandris (see entry). Besides this anchor and 
another close by, there is a further site some 
70 metres away where material has been found 
which may have come from the Harlequin. 
Taking into account the often violent wave 
conditions at this site, the wreck material may 
be scattered over a considerable area.

EXCAVATION AND ARTEFACTS
The Department of Maritime Archaeology, 
Western Australian Museum, has recovered 
a number of artefacts from the wreck of the 
Harlequin including a large shackle, rudder 
gudgeon and a hook.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The cargo on board the Harlequin gives an 
insight into the wide variety of goods carried 
between developing state economies in 
Australia and older established trading partners 
on the Indian Ocean rim. The schooner had 
carried at least one previous cargo of copper 
to Singapore earlier in the year.
SOCIAL (3)
The circumstances associated with the rescue 
of Mrs Welsh are a pointer to the social mores 
of the day. It appears that the life of the cook 
was deliberately shortened in order that she 
could be saved.

On a lighter note, the newspaper reporter 
was obviously astounded that she could swim, 
having never done so before!
REPRESENTATIVE (8) 
The Harlequin is representative of the many 
smaller vessels which traded around the 
Australian coast and to ports such as Singapore 
and Port Louis in Mauritius.
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Official Number: 61119
Port of Building: Albany
Year built: 1874
Port of Registration: Fremantle
Rig Type: Cutter
Hull: Wood
Length: 46.0 ft (14.02 m)
Breadth: 14.0 ft (4.27 m)
Depth: 6.58 ft (2.01 m)
Tonnage: 23.84
Port from: Albany
Port to: Fremantle
Date lost: 26 June 1875
Location: West Cape Howe
Chart Number: AUS 118, AUS 759 & BA 

1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1

THE VESSEL
The Victory was built with one deck and an 
elliptical stern for William Douglas of Albany. It 
was launched in early May 1874, and registered 
at Fremantle (No. 11/1874). It is not known 
who built the cutter, but it is possible that 
John Odgers Peters, a boat builder at Albany 
at that time, was responsible. On 18 May only 
two weeks after launching the cutter was blown 
ashore, but salvaged with little damage. On 
22 January 1875 a deliberate attempt to set 
the vessel on fire was reported to the police. 

Someone had set a mattress alight, but the 
fire was discovered by a deckhand when he 
returned to the cutter during the night. In 
June 1875 Douglas presumably had either 
sold the cutter, or more likely chartered it, 
to Joshua Josiah Harwood of Fremantle as a 
contemporary newspaper report names him as 
the owner. The Victory was under the command 
of Captain Wood.

THE LOSS
The Victory departed Albany on Saturday 
26 June 1875 for Fremantle, but later that 
day was driven ashore and wrecked by bad 
weather at West Cape Howe. The crew 
managed to lower a boat in which they made 
it safely to the shore near Torbay. They 
arrived at Albany three days later, having 
saved only the clothes they were wearing. 
The steamer Georgette reported that it had 
experienced a strong gale and heavy seas 
at around the same time while east of Cape 
Leeuwin en route Albany to Fremantle.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Victory was the earliest vessel to be owned 
by William Douglas, the first of the well-known 
family which became involved in the maritime 
history of Albany and Esperance.
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Figure 31.  West 
Cape Howe on a 
fine day. Photo: 
Peter Worsley.
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Rig Type: Whale-boat, sloop-
rigged

Hull: Wood
Length: 28–30 ft (8.5–9 m)
Breadth: 6 ft (1.83 m)
Port from: Albany
Port to: Deep River
Date lost: April–May 1887
Location: West Cape Howe
Chart Number: AUS 118, AUS 759 & BA 

1034
Significance criteria: 8

THE VESSEL
On 10 April 1887 three men, C. Doggett, Jesse 
Ward and an Aborigine named Toolum, left 
Albany in a whale-boat intending to go hunting 
and fishing at Deep River. This river flows into 
Nornalup Inlet near present day Walpole. The 
men were to return within a fortnight.

Whale-boats were open boats 8.5–9 m long, 
with a beam of about 1.8 m. They had only 12 
mm planking, usually of a light wood, many 
small ribs, and one mast as well as a rudder and 
tiller. The six oars were long and included a 
sweep, or steering oar, of about 6.7 m in length.

THE LOSS
On 11 May 1887 The Albany Mail reported 
that the three men had not been heard from 
since they had left Albany four weeks earlier. 
Millar Brothers’ sawmill timekeeper at Torbay, 
Thomas Lees, advised that James Scott had 
been fishing three days previously and had 
found the broken parts of a whale-boat washed 

up on the beach. The bits of the boat were 
newly painted red, black and slate, the colours 
of the missing boat. Also found were three 
16-foot (4.9 m) oars, a provision box and a 
billy can.

The steam launch Jessie was chartered at a 
cost of £15, and left immediately with a party of 
water police under Coxswain Spencer Hayman 
to search the coast and islands for the missing 
men. The Jessie was towing another whale-boat, 
and this was left about two miles west of West 
Cape Howe. Its crew was:

…composed of N. Fisher, J. Doggett, Geakes, Turner, 
Gorman and Cobert, to find her way to Deep River 
and continue the search there. Those in the launch 
meanwhile went to Mutton Bird Island, where they 
found Mr W. McKail, who had just discovered the 
whale boat’s mast (Albany Mail, 14 May 1887: 3f).

The mast had been battered by being 
washed against rocks. Coxswain Hayman 
and his men also searched the bush around 
Torbay and for four miles westward. The three 
men were not found, but the searchers found 
most parts of the missing whale-boat, with the 
exception of the stem, sternpost and rudder. 
They also found a keg marked T.S. on one end 
and branded P. & J.H. The whale-boat party 
returned to Albany in the evening of 12 May, 
having had no luck in finding the missing men 
along the coast or at Nornalup Inlet.

INITIAL SALVAGE
There is no indication of what the police 
salvaged from the wreckage that was found.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8)
This whale-boat is representative of the many 
whale-boats used in various roles along the 
south coast at this time.
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Figure 32.  The 
mast from the whale-
boat was found on 
Muttonbird Island 
in Torbay. Photo: 
Peter Worsley.
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Official Number: 2/1845
Port of Building: Fremantle
Year built: 1845
Port of Registration: Fremantle
Rig Type: Schooner
Hull: Wood
Length: 37.3 ft (11.4 m)
Breadth: 11.1 ft (3.4 m)
Depth: 4.9 ft (1.5 m)
Tonnage: 14
Port from: Torbay
Port to: Torbay
Date stranded: 19 July 1846
Location: Torbay
Chart Number: AUS 118, AUS 759 & BA 

1034
Significance criteria: 1 & 8

THE VESSEL
The Thetis was built for Messrs Morton and Gray 
at Fremantle and launched on 24 April 1845. It 
had one deck, a square stern, a scroll head, and 
was described in a newspaper as ‘a pretty little 
vessel, and has more the appearance of a yacht 
than a profitable trading craft’ (Perth Gazette, 
26 April 1845: 2c). However, Mrs Eliza Chester, 
who travelled as a passenger from Fremantle 
to Albany in 1845, considered it:

…a most miserable and wretched little boat. When 
lying in my bunk I could not raise my head, for if I 
did I would bump it. I slept on one side of the boat, 
my mother in the centre and my two sisters on the other 
side. The ship was not lined. We came down to our 
bunks through a hole about two feet across. There was 
no ladder, but hanging down from the centre of the roof 

was a horrible old rusty chain, the end of which lay in 
coils on the bottom of the boat in bilge water. Outside 
the hole on the deck was an iron grid they used to boil 
the kettle on (Western Mail, 27 January 1927: 12c).

Some of the schooner’s early voyages were 
under the command of Thomas Morton, a 
part-owner. The Thetis was sold for £164 to 
the Pelsart Fishing Company in May 1847. In 
March 1848 it was sold to Patrick Marmion for 
£97 10s 0d, and wrecked east of Augusta some 
two months later (see entry).

THE STRANDING
The stranding was reported in a newspaper:

The Thetis, colonial-built schooner, which has been 
employed by Morton’s party, in whaling, in and out of 
Torbay, was unfortunately driven on shore on the 19th 
of July last having broken her anchor in a gale of wind; 
she is lying about three miles from the station, bilged 
in both bilges, but is expected at the termination of the 
whaling season, that they will be able to repair and 
get her off (Perth Gazette, 5 September 1846: 2b).

INITIAL SALVAGE
The Thetis was got off the shore, repaired 
and put back into the coasting trade. In 
early December it was reported as arriving 
at Fremantle from King George Sound with 
a cargo of seven tuns of whale oil and some 
whalebone (Perth Gazette, 5 December 1846: 
1d). 

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Thetis had run aground somewhere about 
the middle of the whaling season. Despite the 
importance of the schooner to their operations, 
men were not released from whale-catching 
activities in order to repair and re-float it. This 
gives an indication of the priorities set by those 
involved in the industry.
REPRESENTATIVE (8) 
The Thetis was used during the whaling season 
to carry supplies to the owner’s whaling 
stations, and take away the oil and bone. It is 
representative of the many small schooners 
built in Western Australia and used in the 
general coastal trade.
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Official Number: 76139
Port of Building: Dumbarton, UK
Year built: 1877
Port of Registration: Sydney
Rig Type: Barque (hulk)
Hull: Iron
Length: 195.9 ft (59.71 m)
Breadth: 32.6 ft (9.94 m)
Depth: 18.5 ft (5.64 m)
Tonnage: 870 gross, 835 net, 814 

underdeck
Date lost: 19 May 1928
Location: Near Bald Head
Chart Number: WA 1083, AUS 118, AUS 

110 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 8

THE VESSEL
The Rising Star was clinker built by Birrel, 
Stenhouse & Co. as their Yard No. 22, with 
one deck, one bulkhead, two tiers of beams, 
a counter stern and a clipper bow. It had a 
quarter deck 12.2 m long, and a forecastle 
6.4 m in length. Initially owned by Captain 
H.H. Melmore and registered at Maryport, 
Cumberland, in England, it was sold to Ritson 
& Co. in 1889, but retained the Maryport 
registration. Its captain at that time was W.A. 
Nelson, who had started his working career as 
a sailmaker. In 1899 it was sold to A. Raggio, 
C. Solari and C. Chigizola and registered in 

Genoa, Italy. At first the name Rising Star was 
retained, but later it was changed to Sollecito.

In 1908 it was bought by M. Ricoux & Co., 
renamed Marius Ricoux, and registered at Marseilles 
in France. It is reported as arriving at Sydney in 
ballast from Monte Video on 4 October 1911 after 
a passage of 82 days, having experienced heavy 
gales during which some sails were blown out. The 
barque retained French registration until sold to 
McIlwraith, McEacharn & Company later that year, 
and registered at Sydney (No. 30/1911). This firm 
then converted it to a coal hulk, and it was towed 
to Albany by their collier Kooringa, arriving on 7 
January 1912. It was moored with other hulks in 
Princess Royal Harbour.

THE LOSS
At the end of its useful life as a hulk the Marius 
Ricoux was towed by the tug Awhina ‘to a point 
well round Bald Head’ (West Australian, 26 
May 1928: 19e). Explosives were placed in the 
bottom of the middle hold and covered with 
sand and rubbish to contain and direct the 
blast. The charge was fired and the resulting 
explosion blew a hole in the hulk, sinking it 
stern first in ‘13 fathoms [11.9 m] close to the 
shore, well out of the track of shipping’ (West 
Australian, 26 May 1928).

INITIAL SALVAGE
Prior to being sunk the Marius Ricoux was 
placed alongside the Town Jetty and stripped 
of everything useful, including the winch and 
boiler. The lower masts were left in place, 
possibly as they were of iron and of no use. The 
wheel also was not removed.

SITE LOCATION
The site where the Marius Ricoux was sunk 
is just west of Bald Head, offshore from the 
Salmon Holes.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The Marius Ricoux is representative of the old 
sailing ships which were later converted to coal 
hulks. At the end of their useful life most were 
taken out of the harbour and sunk.
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Figure 33.  The 
Sollecito which was 
renamed Marius 
Ricoux in 1908. 
Photo: State Library 
of Victoria.
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Official Number: 72474
Port of Building: Fremantle
Year built: 1875
Port of Registration: Fremantle
Rig Type: Schooner
Hull: Wood
Length: 53.0 ft (16.15 m)
Breadth: 13.5 ft (4.12 m) 

(Henderson, 1988) 
or 15.58 ft (4.75 m) 
(Dickson, 1996)

Depth: 5.67 ft (1.71 m)
Tonnage: 22.2
Port from: Albany
Port to: Fremantle
Date lost: April 1877
Location: Unknown
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3 & 8

THE VESSEL
The Hope was built in Fremantle with one deck 
and an oval counter stern, and launched in 
August 1875. The original owners were William 
Dalgety Moore and John Finnerty, and it was 
registered at Fremantle (No. 10/1875).

THE LOSS
The Hope departed Albany for Fremantle in 
April 1877. It never arrived, and no trace of 
how or where it was lost was found.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
William Dalgety Moore, part-owner of the Hope, 
was a prominent business man in the colony of 
Western Australia. In later years he became a 
Member of the Legislative Council.
REPRESENTATIVE (8) 
The Hope is representative of the many small 
coastal vessels that traded around the coast of 
Western Australia.
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Figure 34.  William 
Dalgety Moore was 
part owner of the 
schooner Hope. 
Photo: Wikipedia.
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Official Number: 72471
Port of Building: Fremantle
Year built: 1875
Port of Registration: Fremantle
Rig Type: Brigantine
Hull: Wood
Length: 76.58 ft (23.34 m)
Breadth: 19.0 ft (5.79 m)
Depth: 8.33 ft (2.54 m)
Tonnage: 92.19
Port from: Albany
Port to: Fremantle
Date lost: Probably 4 September 

1875
Location: South coast west of 

Albany
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
The Mary Herbert was built by William Jackson 
for James Herbert of Fremantle. Registered 
at Fremantle (No. 7/1875), it had one deck 
and an oval stern, and was launched in April 
1875. It was stated to be able to carry 120 
tons of cargo. There was considerable enmity 
between the builder and owner, and the 
brigantine had been a long time (some eight 
years) on the stocks as work ceased at times 
due to their disputes. Jackson’s leading hand, 
Frederick Jones, finally launched Mary Herbert 

due to another disagreement between Jackson 
and Herbert. There was even a delay in the 
launching as the launch cradle broke during 
the ceremony, and it was some weeks before 
the vessel finally floated free.

The Mary Herbert’s maiden voyage was to 
Hobart with the wife and children of Governor 
Weld on board as well as James Herbert, 
the owner. It arrived there on 1 June 1875, 
and departed on 16 June for Fremantle via 
Lacepede Bay, Adelaide and Albany. The cargo 
taken on at Hobart for Fremantle consisted of 
90 cases of jam, 20 cases of cheese, 83 bags of 
oats and four barrels of hops. Captain John 
McKenzie was in command, and the crew 
included two Tasmanians, William Foster (21) 
and John Sheenan (19). A third Tasmanian, 
William Marks (19) was initially claimed 
as being one of the crew. However, it was 
subsequently reported that ‘fortunately for 
himself, he did not go in the vessel’ (Mercury, 
1 November 1875: supplement 3a). James 
Herbert was also on board for the return 
voyage.

The Mary Herbert departed Adelaide on 
28 July and became overdue at Albany. This 
may have been caused by the death of one 
of the passengers, Richard Hall Coe, who 
died on board on 16 August. The brigantine 
eventually arrived at Albany on 30 August, 
and departed for Fremantle at 9.30 a.m. on 
3 September 1875. During the time spent in 
Albany the Mary Herbert took on board a cargo 
of sandalwood.

THE LOSS
Shortly after the Mary Herbert left Albany ‘heavy 
north-west gales set in’ (Western Australian Times, 
24 September 1875: 2b). Anxiety was felt when 
the brigantine did not appear at Fremantle, 
nor return to Albany within a reasonable 
period of time. The voyage from Albany to 
Fremantle was expected to take about a week. 
It was at first thought that the vessel may have 
been blown back towards the Great Australian 
Bight. This was dispelled when the schooner 
Orwell (Captain Quail) arrived at Fremantle 
on 24 October from Melbourne. Captain Quail 
had been continuously on the lookout for any 
sighting of the Mary Herbert. He had kept the 
land in sight and reported that ‘there was no 
sign of a vessel, or the wreck of one, no fires or 
smoke; no sign of human beings or symptoms 
to indicate their having been there. Had the 
Mary Herbert driven onto any part of this coast, 
the Orwell, in the passage she took round, 
could hardly have failed sighting her’ (Western 
Australian Times, 29 October 1875: 2a).

In mid-November a report was received 
that portions of a wreck supposedly from 
the Mary Herbert had washed ashore near the 
Vasse. However three days later the newspaper 
reported:

The pieces of wreckage found by Mr Stack and reported 
as portions of the Mary Herbert so far as I can learn 
do not appear to have belonged to the missing vessel. 
The door hinges are of a peculiar description and would 
at once be recognised by Mr J. Herbert Jnr. The life buoys 
formerly belonged to the Chalmers and retained her 
name on them covered with painted canvas with the 

Mary Herbert (1875–1875)
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Figure 35.  William 
Jackson’s leading 
hand, Frederick 
Jones, shown here 
with his family, 
launched the Mary 
Herbert in April 
1875. Photo: 
Fremantle City 
Library.
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name of Mary Herbert on the outer cover. I simply 
mention this to show that nothing has yet turned up to 
show what has really been the fate of the vessel (Western 
Australian Times, 19 November 1875: 2e).

By mid-December the newspapers were 
reporting that there were no further doubts 
that the Mary Herbert had foundered at sea. 
James Herbert’s son was sole executor and 
advertised in the newspapers in late December 
1875 regarding his father’s estate.

In March 1876 a Perth newspaper reported:

A large log of sandalwood has been picked up about 
18 miles along the west coast, and has been recognised 
as part of some shipped by Messrs McKail & Co. in 
the Mary Herbert. It bears their brand MK. Probably 
some more of the wreck will be found. I think that there 
can be but little doubt that the vessel capsized the first 
night on leaving [Albany] (Inquirer, 22 March 
1876: supplement 1e).

The Albany Police Occurrences book 
recorded that at this time Constable Barron 
had found eight logs of sandalwood, part of 
a main hatch, an oil drum tightly corked and 
pieces of timber at both Cheynes Beach and 
Two People Bay (Dickson, 2012: 89).

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
James Herbert was born in England in 1820 and 
arrived with his family in Western Australia on 
28 April 1853 on board the Palestine. The Mary 
Herbert was named for his second wife whom 
he had married in April 1850. She launched 
the brigantine in April 1875. Mary Herbert 
died in 1926.
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Figure 36.  William 
Jackson was the 
builder of the Mary 
Herbert. He is 
shown here with 
his wife. Photo: 
Fremantle City 
library.

Worsley3Final.indd   57 14/04/2015   2:18 pm



58

Figure 37.  Map 2. 
Princess Royal 
harbour and Oyster 
harbour.
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Figure 38.  Aerial 
photograph of 
Princess Royal 
Harbour and 
Oyster Harbour. 
Photo: courtesy of 
Landgate.
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Port of Building: Kalgan River
Year built: 1844–49
Rig Type: Schooner
Hull: Wood
Tonnage: 70
Date lost: c. 1850
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
GPS position: Lat. 35º 02.31’ S
 Long. 117º 51.64’ E
Protection: Maritime Archaeology Act 

1973
Significance criteria: 3 & 4

THE VESSEL
The Fairy is a vessel about which there is much 
confusion. Because it was never registered, this 
confusion is likely to continue. It was built either 
by Captain Thomas Symers (Garden, 1977: 101 
and Dickson, 1999: 266) or for Captain Symers 
(Henderson 2007: 301 and Marshall, 2001: 155). 
What is not in dispute is the location of building 
on the banks of the Kalgan River, about a mile 
upstream from the mouth. If the Henderson/
Marshall information is correct, the builders 
would have been Solomon Cook, Mr Metcalf 
and Mr Covert (Captain James Sale, quoted in 
Marshal, 2001: 155). Building using local jarrah 
commenced in 1844, but was very slow due to 
financial problems faced by Symers, so on 17 
December 1849 he took two partners into the 
project, John Thomas and James Dunn.

There is further confusion over the rig. 
While Captain Sale stated that the vessel 

was to have been rigged as a brig (Marshall, 
2001: 155), others state that it was rigged as a 
schooner (Dickson, 1998: 266 and Henderson, 
2007: 301). In a letter from Symers to his agent 
in Perth declining the offer of buying a block 
of land that he badly wanted, he stated:

I am sorry to say that I cannot purchase land at present, 
the whole of my ready money being on the schooner – 
£750 worth and still wanting sails and an anchor and 
cable to complete her (Glover, 1953: 87).

While Dunn contributed finance, it may 
be presumed that Captain Symers intended 
to command the vessel himself. At the time of 
its loss the Fairy was moored in Princess Royal 
Harbour, having been brought from Oyster 
Harbour on 13 June 1850 by Dunn.

THE LOSS
A disagreement arose over ownership and 
payment for the work needed to complete 
the fitting out of the Fairy. In October 1850 
James Dunn sent a petition to the Governor 
requesting arbitration. The Governor declined 
to become involved, describing the dispute 
as a commercial matter. The dispute appears 
to have remained unresolved, leading to the 
abandonment and subsequent loss of the vessel. 
There are a number of differing versions as 
to the exact sequence of events that led up to 
this loss:
1. The mooring rope was cut, allowing the 

vessel to drift onto a sand bank where its 
back was broken (Stan Austen, quoted in 
Marshall, 2001: 154).

2. The vessel was left as a derelict and broke 
its mooring and washed ashore (Howard 
Hartmann, quoted in Henderson, 2007: 
302).

3. The vessel just rotted away at its mooring 
(Dickson, 1998: 266 and Captain Sale, 
quoted in Marshall, 2001: 155).

Fairy (1849–c.1850)
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Figure 39.  Some 
of the timbers of the 
Fairy remain visible 
in the shallow 
waters of Princess 
Royal Harbour. 
Photo: Patrick Baker
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SITE LOCATION
The wreck of the Fairy lies almost on the 
2-metre contour towards the western end of 
Princess Royal Harbour, directly south of the 
old wool stores.

SITE DESCRIPTION
The wreck of the Fairy lies on a north-west/
south-east axis, possibly with the stern to the 
south-east. A keel (16.75 m long and canted 
about 45º to the north-east) and six floors are 
visible, together with a timber which is probably 
a stern post. Scattered timbers including a 
knee, fashion piece and pulley sheave lie close 
to this, as does a ballast mound 11.2 m long 
and 2.7 m in width. The site is covered in sea 
grass and patches of shifting sand.

EXCAVATION AND ARTEFACTS
A wreck inspection in 1991 by Dr Michael 
McCarthy and Patrick Baker, Maritime 
Archaeology Department, Western Australian 
Museum, recovered a double pulley sheave with 
iron bearings. During a further wreck inspection 
conducted by McCarthy the following year a 
sample of timber was taken which on analysis 
proved to be jarrah (Eucalyptus marginata).

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Captain Thomas Lyell Seymour-Symers (he 
later dropped the hyphen) had served with the 
Honourable East India Company, and arrived 
in Albany on 1 June 1835.

The Fairy was the third vessel owned by 

Symers. His first was the 189-ton barque 
Caledonia, built in Coringa, India. The second 
was a 50-ton schooner which he commenced 
building on the Kalgan River in 1835 (Glover, 
1953: 75).

The stern post of the wreck of the Fairy 
projected above water level for many years and 
marked a favourite fishing spot, referred to as 
‘Rudder Head’ or ‘Fairy Spit’.
ARCHAEOLOGICAL (4)
The Fairy is of archaeological interest because, 
while so much of its history is in dispute, the 
actual remains are of a substantial vessel built 
at an early date by or for a highly experienced 
master mariner. In either case he would have 
had considerable input in to both the design 
and construction.

REFERENCES
Dickson, R., 1998, They Kept This State Afloat: Shipbuilders, 

Boatbuilders, and Shipwrights of Western Australia 
1829–1929. Hesperian Press, Victoria Park.

Gainsford, M. & Souter, C., 2005, Albany Wreck 
Inspection, Terrestrial Inspections and 
Perth Conservation studies, 2005. Report – 
Department of Maritime Archaeology, Western 
Australian Museum, No. 206.

Garden, D.S., 1977, Albany: A Panorama of the Sound 
from 1827. Thomas Nelson (Australia) Limited, 
Melbourne.

Glover, R., 1953, Captain Symers of Albany. Early Days, 
Journal of the Royal Western Australian Historical 
Society, 4.5: 76–93.

Henderson, G., 2007, Unfinished Voyages: Western 
Australian Shipwrecks 1622–1850. University of 
Western Australia Press, Crawley.

Marshall, G., 2001, Maritime Albany Remembered. Tangee 
Pty Ltd, Kalamunda.

McCarthy, M., 1991, Fairy. Report – Department of 
Maritime Archaeology, Western Australian 
Museum, Wreck Inspection Report, No. 98.

Western Australian Museum, Department of Maritime 
Archaeology, File No. 9/92 – Fairy.

Wolfe, A., 1994, The Albany Maritime Heritage Survey 
1627–1994. Unpublished report, Albany Town 
Library.

 Princess Royal Harbour and Oyster Harbour 61

Worsley3Final.indd   61 14/04/2015   2:18 pm



Official Number: 31991
Port of Building: Renfrew, UK
Year built: 1854
Port of Registration: Melbourne
Rig Type: Barque (hulk)
Hull: Iron
Length: 120.33 ft (36.68 m)
Breadth: 18.66 ft (5.69 m)
Depth: 9.25 ft (2.82 m)
Tonnage: 164 gross, 164 net
Date lost: 9 March 1905
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
GPS position: Lat. 35º 01.9692’ S
 Long. 117º 52.17192' E
Significance criteria: 1, 4 & 6

THE VESSEL
The Kingfisher was clinker built of iron by Hoby 
in Renfrew, near Glasgow in Scotland. It had 
one deck and a round stern and was lightly 
built, with plating possibly of Low Moor iron. 
By 1857 it was owned and registered at Hobart 
(4/1857), the owners being John Bogle (48 
shares) and Richard J. McArthur (16 shares). 
Bogle was also in command of the barque 
during their ownership. It was sold to W. 
Patterson, also of Hobart, in June 1858. 

Described as a clipper barque, the Kingfisher 
was of very shallow draught. Advertised for sale at 
Geelong, Victoria, in January 1859, the draught 
was given as ‘when empty, 3 feet; when ballasted 
to sailing trim, 5 feet; when deeply laden, 8 
feet’ (Argus, 3 January 1859: 1c). It sailed for 

Newcastle, NSW, on 17 January, returning on 
31 January with a cargo of 227 tons of coal. It 
was again advertised for sale, and was stated to 
be ‘in first-rate order’ (Argus, 4 February 1859: 
1). After another voyage to Newcastle under the 
command of Captain W. Bartlett the barque was 
put up for auction at Lloyd’s Rooms, Collins 
Street, Melbourne. It was bought by the P&O 
Steam Navigation Company, and registered at 
Melbourne (No. 16/1859).

The next record is of the Kingfisher leaving 
Melbourne on 4 May 1859 for King George 
Sound with a cargo of coal. There must have 
been some delay, possibly due to weather, as the 
barque did not pass through Port Phillip Heads 

until six days later. The Kingfisher was heading 
‘to Princess Royal Harbour…for ‘rigging down’ 
and use as a second coal hulk, supplementing 
the Larkins’ (Johnson, 1997: 66). It arrived in 
Albany on 1 June 1859, only five years after 
launching. Its short life as a trading barque 
was presumably due to its light construction. 
First used as a coal hulk, the official history of 
the P&O fleet states that in 1872 it was reduced 
to a lighter. 

In April 1883 the Kingfisher parted its 
mooring and became stranded on the west side 
of the jetty, but was later salvaged and moored 
out of the way at the western end of Princess 
Royal Harbour (see entry).

Kingfisher (1854–1905)
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Figure 40.  Remains 
of the Kingfisher 
in Princess Royal 
Harbour are 
occasionally visible 
during low tides. 
Photo: Peter Worsley.
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THE LOSS
A severe storm in 1905 drove the hulk Kingfisher 
to where the wreck currently lies. By this time 
the lightly built barque had outlived its useful 
life, and was abandoned.

SITE LOCATION
The wreck of the hulk Kingfisher lies south of 
Melville Point at the western end of Princess 
Royal Harbour.

SITE DESCRIPTION
In April 1992 a wreck inspection of the Kingfisher 
was carried out by Dr Michael McCarthy of the 
Department of Maritime Archaeology, Western 
Australian Museum. The wreck lies upright 
in shallow water with the lower section of the 
hull, which lies on an east/west axis, buried in 
the sandy bottom. Almost all the hull above 
the high water mark has either disintegrated 
or collapsed. The wreck is 120 feet (36.6 m) 
long and 18 feet (5.6 m) wide, and the most 
prominent feature is the stern post, although 
there are some frames and the stem post also 
visible. The iron is covered in marine growth. 
There remains under the sand a considerable 
portion of the wooden ceiling in a good state 
of preservation. A winch is visible in front of 
the wreck.

EXCAVATION AND ARTEFACTS
During a July 1991 wreck inspection by Patrick 
Baker, Maritime Archaeology Department, 
Western Australian Museum, some samples of 
timber were collected.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Kingfisher was the second coal hulk to 
be stationed at Albany. It was therefore of 
importance at a time when Albany was a major 
coaling port servicing vessels moving between 
Europe and the eastern states of Australia.

There is a note in MA 10/92 to the effect 
that at one time the hulk was used to house 
convicts.
ARCHAEOLOGICAL (4)
The Kingfisher is one of the oldest iron ships to 
be wrecked on the coast of Western Australia 
and as such can provide an insight into early 
iron ship-building practices.
INTERPRETIVE (6)
Remains of the Kingfisher may be seen south of 
Melville Point at times of low tide in Princess 
Royal Harbour, making it one of the best known 
and easily accessible shipwrecks in the area.
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Official Number: 44221
Port of Building: Southwick, UK
Year built: 1862
Port of Registration: Whitehaven, UK
Rig Type: Brig (hulk)
Hull: Composite
Length: 104.0 ft (31.7 m)
Breadth: 25.0 ft (7.6 m)
Depth: 16.1 ft (4.9 m)
Tonnage: 317 gross, 272 net, 

264.92 underdeck 
(1869) before refit/

 276.93 gross, 276.93 
net, 264.92 underdeck 
(1879) after refit

Date lost: 29 December 1894
Location: Princess Royal Harbour, 

Albany
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
GPS position: Lat. 35º 01.99392’ S
 Long. 117º 52.60062’ E
Protection: Maritime Archaeology Act 

1973
Significance criteria: 4 & 6

THE VESSEL
The Sarah Burnyeat was built under Special Survey 
as a barque by Hardie in Southwick, County 
Durham, UK, in 1862. The vessel had one deck, a 
square stern, iron frames, wood planking, copper 
fastened and sheathed with felt under yellow 
metal. It had a raised quarterdeck 8.23 m long 
and a three-quarter figurehead of a woman. In 
1873 it was registered at London (No. 87/1873).

On 3 October 1879 the Sarah Burnyeat had 
loaded a cargo of jarrah piles from the Western 
Australian Timber Company at Lockeville 
near the Wonnerup Inlet, for delivery to Cape 
Town, South Africa, when a strong gale drove it 
onto the beach. It was condemned as a wreck. 
The wreck of the Sarah Burnyeat was sold and, 
despite what must have been extensive damage, 
the barque was re-floated. In early 1880 it was 
towed to Garden Island by the coastal steamer 
Rob Roy, arriving there on 4 January 1880. 
There it underwent extensive repairs during 
which the rig was altered to that of a brig. 
After the refit, although the length, breadth 
and depth remained essentially as originally 
built, the tonnage was considerably reduced. 
This may have resulted from the removal of the 
raised quarterdeck. It was then re-registered 
at Fremantle (No. 2 of 1881) on 6 September 
1881 under the joint ownership of James Lilly 
of Fremantle and John Marshall of Melbourne, 
and sailed for Adelaide the following month.

The Sarah Burnyeat arrived in Albany in early 
May 1882 with a cargo of coal from Newcastle, 
NSW. In June 1883 Lilly and Marshall sold the 
brig to The Adelaide Steamship Company, 
who, in 1886, converted it to a coal hulk to be 
stationed in Albany.

The engines and steam gear used for lifting 
baskets of coal had just undergone an overhaul 
prior to the loss of the Sarah Burnyeat.

THE LOSS
On 28 December 1894 the Sarah Burnyeat was 
tied alongside the hulk Zephyr, and had been 

coaling a French mail steamer. There was some 
150 tonnes of coal on board the Sarah Burnyeat 
when, at about 9.00 p.m., a flare which had 
been used to illuminate the work during the 
night fell on to the deck. The resulting fire was 
thought to have been put out, but this may not 
have been so as at 4.50 a.m. the next morning 
the hulk again caught fire. Captain Clare, agent 

Sarah Burnyeat (1862–1894)
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Figure 41.  Maritime 
archaeologists 
from the Western 
Australian 
Museum working 
on the wreck of the 
Sarah Burnyeat 
in Princess Royal 
Harbour. Photo: 
Patrick Baker.
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for the owners, went with two men to the scene 
in the tug Escort and succeeded in getting on 
board the burning hulk at the stern, the only 
section not burning. It was impossible, however, 
to save the hulk as the fire had too strong a 
hold, and the men were driven off. The burning 
hulk was towed with some difficulty due to 
several towlines burning through, to a position 
opposite the Residency and there beached. The 
Sarah Burnyeat continued to burn all that day 
until only the bottom of the hull remained. The 
Adelaide Steamship Company was estimated to 
have suffered a loss of £1 000, as the vessel was 
not covered by insurance.

The Zephyr had also caught fire, but 
fortunately this was extinguished by the local 
pilot, Captain Butcher, and his crew. It had 
been quickly moved away from the other 
burning vessel.

SITE LOCATION
The wreck of the Sarah Burnyeat lies in shallow 
water 500 m off shore from the Residency. Parts 
of the wreck are visible at low water. The site 
is marked on current charts as a submerged 
wreck.

SITE DESCRIPTION
Lying on a gently sloping sandy bottom in only 
2–3 m of water, the wreck of the Sarah Burnyeat 
is 30.2 m long and 6.2 m wide amidships. The 
wreck lies on a north-east/south-west alignment 
with the bow pointing towards the shore. It 
is canted to port, and the lower part of the 
starboard side of the hull projects about a metre 

above the sea bed. The port side only projects 
20–30 cm above the sand. There are very few 
timbers visible, apart from some of the floors. 
A substantial mound of coal has a number of 
items protruding through it including the lower 
part of some of the masts, some stanchions and 
a few timber pieces. A number of iron frames 
and copper alloy fastenings are also visible as 
well as some of the copper alloy sheathing. 
As might be expected from the remains of a 
vessel stripped down to a hulk, there are few 
non-structural items to be seen.

EXCAVATION AND ARTEFACTS
In April 1992 a wreck inspection of the 
Sarah Burnyeat was carried out by Dr Michael 
McCarthy of the Department of Maritime 
Archaeology, Western Australian Museum.

STATEMENT OF SIGNIFICANCE
ARCHAEOLOGICAL (4)
The wreck of the Sarah Burnyeat is one of the 
best preserved and most easily accessible mid-
19th century composite hulls in existence in 
Western Australia. It is relatively stable, being 
held in that state by the coal, iron frames and 
marine growth.
INTERPRETIVE (6)
Remains of the Sarah Burnyeat may be seen 
south of the Residency at times of low tide in 
Princess Royal Harbour, making it one of the 
best known and easily accessible shipwrecks in 
the area.
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Rig Type: Dinghy
Hull: Wood
Date lost: 6 March 1884
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
The boats used by the various hulk keepers 
were clinker-built wooden dinghies, normally 
about 5 m in length, and heavily built of local 
timber. They were commonly sloop-rigged, 
and were used to transport the hulk keeper 
to and from the shore and to assist if needed 
when manoeuvring vessels prior to coaling. 
This dinghy was being used by the hulk keeper, 
Thomas Duralos, off The Adelaide Steamship 
Company’s hulk Ellen, who was described in the 
newspaper as ‘a Malay’. He had been ashore 
and was returning to the Ellen. 

THE LOSS
Duralos left the jetty in the dinghy at 5.50 p.m. 
An east wind was blowing strongly, and:

…after standing on the port tack till about 300 yards 
from the chequered buoy a squall came up from the 
North-west and the boat filled with water and sank. 
Duralos managed to get off his clothes and boots and 
swim towards the shore, shouting at intervals. He was 
heard by Mr John Cowden, who was on the coal jetty at 
the time and he put off with David Walker in a boat to 
rescue the unfortunate man, who was nearly exhausted 
when they came up to him. He was in the water an hour 
and ten minutes, and when picked up his right arm 

and left leg were cramped, and he could only just keep 
himself afloat (Albany Mail, 11 March 1884: 2g).

The rescued man was taken to the nearby 
hulk Sarah Burnyeat, where he received 
treatment by the foreman of The Adelaide 
Steamship Company’s hulks, John King.

INITIAL SALVAGE
The dinghy was reported as having sunk, and 
being made of heavy eucalyptus wood was most 
probably not recovered.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The newspaper concluded the report of the 
incident with the statement that this was fourth 
time that John Cowden had rescued someone.

REFERENCES
The Albany Mail and King George’s Sound Advertiser, 11 

March 1884: 2g

Unnamed dinghy (1884)
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Rig Type: Sailing boat
Hull: Wood
Date lost: 4 December 1834
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
There is no description of this boat, but 
as it sank after being swamped it was most 
probably a heavily built open boat such as a 
ship’s longboat. The barque Caledonia (189 
tons, Captain Thomas Symers) and the brig 
Gem (Captain Douglas) were anchored in the 
harbour. On 4 December 1834 two boats were 
being used to take water to the Caledonia, one 
being owned by Henry Townsend and the other 
by George Cheyne. The latter was manned by 
two men, Peter Vanquest, a Swede aged 32, and 
George Costar aged 26.

THE LOSS
Late that evening Townsend’s boat returned 
from their third watering trip to the Caledonia, 
but Cheyne’s did not. Using a boat owned by 
Stewart a search was instigated by Cheyne with 
the help of Townsend, Townsend’s employee 
Thomas, Macartney and Stewart. Another two 
boats, one belonging to the Gem and the other 
to the harbour-master, Peter Belches, also took 
part in the search, but as it was dark the missing 
boat and men were not found.

The following morning the search was 
continued, and a mast was seen sticking up out 

of the water south-west of the settlement. This 
proved to be the lost boat. There was no sign 
of either of the two crewmen.

INQUIRY
There appears to be no record of any inquiry 
into this accident, although the mate of the 
Gem later stated he ‘had heard the men crying 
when the Boat upset’ (Cheyne, n.d. entry for 5 
December 1834). The two men were described 
as being perfectly sober. Peter Vanquest’s body 
was found on the morning of 9 December 
floating near the Gem. It was buried at 5.30 
p.m. that evening, the funeral service being 
read by George Cheyne. George Costar’s body 
was never found.

INITIAL SALVAGE
The boat was raised after Macartney had cut 
away the rigging, allowing the mast to float 
free. The rudder was lost, but the boat itself 
‘was little injured’ (Cheyne, n.d.). 

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
George Cheyne was one of the most important 
and innovative early settlers in the Albany area. 
He was involved in sealing, and also bay whaling 
at Doubtful Island Bay at a very early stage of 
settlement. His family’s name was to become 
well known because of further whaling ventures 
in later years.
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Rig Type: Boat
Hull: Wood
Length: 19 ft (5.79 m)
Date lost: 1. 26 September 1886
 2. 11 October 1886
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of the 
Maritime Archaeology Act 
1973 

Significance criteria: 3

THE VESSEL
No specifications are given for the Gutter-snipe, 
a sailing boat used by D.L. Snider, the caretaker 
of the hulk Anne Melhuish. Boats used by hulk 
caretakers were normally clinker built and 
gaff sloop rigged. As the boats were used to 
handle mooring lines and other work with the 
hulks they were heavily built, and sank when 
swamped.

THE LOSS
The local newspaper reported the first accident:

It appears that D.L. Snider…was leaving the vessel 
and beating up the harbour in his boat, known as the 
Gutter-snipe, which is rather cranky. When about 
a mile off the jetty on the centre bank, a strong puff 
of wind came down, and the sheet being fast the boat 
heeled over, filled with water and sank. Fortunately 
Snider could swim, and the water was shallow enough 
for the top of the mast to appear out of the water. He 

therefore clung to this till he was rescued. Coxswain 
Hayman, of the water police, happened to be in the 
police boat at the jetty with sails loose ready for hoisting, 
and immediately called Robert Howe, who was on the 
wharf, and the pair started off and reached the floating 
man and took him on board, none the worse for his 
dunking. A crew also put off in a whale boat, and two 
dingies [sic] from the other coal hulks. The three boats 
were then able to raise the Gutter-snipe, and towed her 
to the coal jetty, where she was soon bailed out. Several 
gentlemen on shore saw the accident, and hearing the 
screams of Snider’s children on the hulk at their father’s 
mishap, thought the whole family had been in the boat 
with him (Albany Mail, 25 September 1886: 2f).

Less than a fortnight later Snider again 
capsized in the Gutter-snipe, but this time it 
proved fatal for both him and his stepson, Dan 
Davis. On 11 October Snider sailed the boat to 
shore to collect provisions. Before leaving the 
Anne Melhuish he had been warned by Captain 
J. Sanderson of the Gulf of St Vincent not to tie 
down the sheet of the sail.

Snider, however, thought that the day was not rough 
enough to make tying the sheet dangerous and started 
off. He arrived safely and after doing his business set 
out to return to the hulk. He had not however gone 
very far when a gust of wind caught the boat which 
immediately canted over and filling with water began 
to sink.
The alarm was given and in a few minutes numbers of 
people were hurrying to the rescue. Two boats put off, 
one manned by a crew from the town, consisting of M. 
Gorman, L. Gorman, Jones and C. Reddin, the other 
was manned by the pilot crew, but although Snider had 

been seen clinging to the mast only a few minutes before, 
when they arrived they were too late as the unfortunate 
man had sunk never to rise again (Albany Mail, 23 
October 1886: 2f).

First reports stated that two men, L. Gorman 
and E. Elliot, dived a number of times in an 
unsuccessful endeavour to find Snider and his 
stepson (Albany Mail, 23 October 1886: 2f). A 
later amendment stated that one of the men was 
Patrick Garrick of the Gulf of St Vincent (Albany 
Mail, 30 October 1886: 3a). Another two men, J. 
Douglas and E. Pettit, had also put off in a boat to 
assist, and they found the body of ‘the poor little 
fellow’ Dan Davis floating near the lighter jetty. 
The police dragged for Snider’s body without any 
success, and Nathaniel McKail ‘provided some 
dynamite, which was exploded in various places 
in the hope of causing the body to rise but to no 
avail’ (Albany Mail 27 October 1886: 2f).

INQUIRY
The inquest into the two deaths was put off 
pending the finding of Snider’s body ‘and 
thus save the double inquiry’ (Albany Mail, 23 
October 1886: 2f). On two occasions reports of 
his body having washed ashore were made to 
the police, firstly near the P&O Company’s jetty, 
and later on the beach below the Residency. 
Neither of these proved true, and his body was 
never found.

INITIAL SALVAGE
As reported, in the first accident the boats that 
had gone to the rescue of Mr Snider raised 

Gutter-snipe (1886)
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the Gutter-snipe, and then towed it to the P&O 
Company’s jetty.

In the second accident, as the top of the 
mast was above water it is probable that the 
Gutter-snipe was salvaged a second time.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
After the first accident the newspaper reported 
on an argument between the men who had 
taken the whale-boat to rescue Snider, and the 
boat’s owners:

The whale boat was not more than half an hour away, 
but, on its return, those who had taken her to perform 
an act of humanity were met by the owners of the boat, 
who were starting on a picnic party, with the utmost 
vituperation and threats of police proceedings for 
delaying them in starting for their pleasure excursion, 
The fact that the boat was taken for the purpose of 
saving life did not moderate the temper of the aggrieved 
parties…[who] ought to be heartily ashamed of 
themselves (Albany Mail, 29 September 1886: 2g).

In true seafaring tradition, others were not 
deterred in an attempt to rescue Snider and his 
stepson. It appears that Snider was in the habit 
of taking his children in the boat with him.

An amount of £125 was raised in donations 
and given to the Mayor, William Grills Knight, 
‘for the unfortunate widow’s benefit’ (Albany 
Mail, 23 October 1886: 2f).

At the New Year’s Day Regatta held in 
Princess Royal Harbour on 1 January 1885, 
Gutter-snipe had come sixth out of nine yachts 

which raced in the First Class Yacht race.
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Official Number: 146613
Port of Building: Sunderland, UK
Year built: 1922
Port of Registration: London
Rig Type: Steamer
Hull: Steel
Length: 420.0 ft (128 m)
Breadth: 54.0 ft (16.46 m)
Depth: 34.3 ft (10.46 m)
Tonnage: 6 574 gross, 4 078 net, 

6 275 under deck
Engine: Triple expansion steam 

engine of 577 NHP
Port from: Blyth, UK
Port to: Adelaide
Date stranded: 8 September 1928
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 2 & 3

THE VESSEL
The Castlemoor was built by William Doxford 
& Sons Ltd for the Moor Line Ltd, owned by 
Walter Runciman. It had one deck and a shelter 
deck, and was powered by a triple expansion 
compound steam engine fed by three single 
ended boilers working at 180 lb per sq in. It 
sailed from Blyth in Northumberalnd on 14 
July 1928 with a cargo of 9 000 tons of coal for 
the South Australian Government. The ship 
was under the command of Captain Percy E. 
Angus with a crew of 42, twelve of whom were 
Arab firemen. On the afternoon of 23 August, 
while some 3 000 miles west of Albany and in 

latitude 40º south, an explosion (probably due 
to the spontaneous combustion of coal dust) 
occurred in No. 4 hold, resulting in part of the 
cargo catching fire. ‘Strong winds and heavy 
seas prevailed at the time’ (The Advertiser, 25 
October 1928: 21f). The crews’ quarters and 
the messroom aft were gutted. The crew fought 
the blaze for many days, having to shift 900 tons 
of coal stowed on deck before getting access to 
the hold in order to begin pumping water onto 
the fire. At one stage the pumps choked and the 
ship was in a very dangerous situation. Captain 
Angus ‘decided to make all possible haste to 
Adelaide. An average speed of 260 miles a day 
was maintained’ (Argus, 10 September 1928: 
8f). The first notification of the plight of the 

Castlemoor was a radio message received by the 
owners on 1 September.

At 4.00 p.m. on Friday 7 September the 
Castlemoor had passed Cape Leeuwin and was 
approaching the longitude of Albany when a 
second outbreak of fire occurred, this time in 
the forward main hold immediately under the 
saloon and officers’ quarters. Captain Angus 
decided that because of the second fire, the 
strong winds blowing at the time, and his crew 
having been fighting fire continuously for over 
two weeks, he would seek shelter and assistance 
at Albany. The harbour master, Captain Peter 
Robinson, piloted the ship into Princess Royal 
Harbour where it came to anchor at 4.00 a.m. 
on 8 September. Immediately the tug Awhina 

Castlemoor (1922–1928)
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(Captain Elliott) came alongside and began 
pumping water into the fires, aided by the 
Albany town fire brigade’s steam pump named 
‘Lady Forrest’, which had been placed on the 
Awhina’s deck.

THE STRANDING
The Castlemoor developed an alarming list and 
later on that morning, presumably because of 
the danger of it capsizing:

The Harbour Master (Captain Robinson) after 
consultation with Lloyds representatives and the ship’s 
captain, put the vessel on a bank about a quarter of 
a mile south west of the Deep Water Jetty on Saturday 
morning, and the seacocks were opened. The vessel 
quickly settled down in the mud and the tugs’ pumps 
opened operations.
Last night the scene aboard was a terrifying one. Huge 
volumes of dense smoke enveloped the ship and in an 
eerie atmosphere the men went about their work with 
the hoses. The Arab firemen, 12 in number, had to 
vacate their quarters aft owing to the heat and smoke. 
The mizzen mast had sunk a couple of feet and the steel 
decks buckled under the terrific heat. Hoses were played 
continuously over the side of the Awhina to prevent 
her taking fire (West Australian, 10 September 
1928: 9c).

At the time the Castlemoor was scuttled the 
situation regarding the fires was: No.1 hold 
smouldering, No. 2 well alight, No.3 (the 
bunker hold) intact, No. 4 and No. 5 flooded 
and No. 6 blazing fiercely.

INQUIRY
On 22 October 1928 a Preliminary Inquiry 
into the circumstances of the fire on board the 
Castlemoor was held at Adelaide before Captain 
A.H.D. Gransbury, the Deputy Director of 
Navigation for South Australia. Captain Angus, 
chief officer J. Henderson (Albany Advertiser, 8 
September 1928: 1d–e) or Anderson (Advertiser, 
25 October 1928: 21f), and the chief engineer 
J.W. Thompson, gave evidence. The outcome 
of the inquiry is not known, but it was noted 
that the coal was loaded during dry weather, 
so that rain getting to it could not have been a 
contributing factor.

INITIAL SALVAGE
The Lloyd’s surveyor, Captain Arundel, 
travelled down from Fremantle to supervise the 
efforts to save the Castlemoor and to survey the 
vessel afterwards. Water was being continually 
pumped into the various holds as required, 
and on 9 September a local firm, Ferguson’s 
Engineering Works, sent men to cut rivets near 
the waterline of No. 2 hold to allow water to 
enter as the tide rose.

By the afternoon of 12 September the fires 
had been extinguished in No. 1 and No. 2 
holds, No. 6 was still blazing, and although No. 
5 was still burning in the ‘tween decks, lumpers 
were able to enter the hold and shovel out 
damaged coal. A large pump to free the ship of 
the thousands of gallons of the water which had 
been used in fighting the fires was sent from 
Fremantle. It arrived on 11 September, but was 
not put into action until the following evening.

At noon on 17 September under its own 
steam the Castlemoor, with the assistance of the 
tug Awhina, left the sandbank and was moored 
alongside the Deep Water Jetty. The pumps 
were still emptying the holds of water, and 
more coal was discharged the following day. 
It was noted:

On all hands the opinion is expressed that the saving 
of the vessel was a splendid achievement for the Albany 
Tug Company’s Awhina and the local fire brigade. The 
Awhina pumped water aboard for 156 hours at the rate 
of 350 tons per hour, being alongside the ship for eight 
days (West Australian, 18 September 1928: 9d).

On 19 and 20 September a diver from 
Fremantle named Ball (probably J.E. ‘Jimmy’ 
Ball) examined the hull of the Castlemoor. He 
found no major damage. After some temporary 
repairs to the deck and crew’s quarters were 
made by Patterson & Co. of Fremantle, and 
replacement of electrical fittings by a local 
man, W. Johns, Captain Arundel passed the 
ship as seaworthy. It left for Adelaide at 10.30 
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a.m. on 30 September 1928, arriving there on 
6 October. Captain Arundel estimated the cost 
of fighting the fire at £7 000.

The Castlemoor was subsequently fully 
repaired, and was finally lost during World 
War II some 800 miles west of Ushant on 25 
February 1940.

STATEMENT OF SIGNIFICANCE
TECHNICAL (2)
The dangers of coal fires on ships had been 
known for many years prior to the fire on the 
Castlemoor. This is an extract from an 1869 
treatise on the propensity of coal to ignite:

Coal is liable to danger of two, totally different, 
although often confounded together; one is from 
spontaneous combustion, and the other the liability of 
ignition and explosion of the gas evolved from the coal, 
and remaining in the ship.
SPONTANEOUS COMBUSTION. Any coal 
containing a large quantity of iron pyrites is apt to 
heat when saturated with water, and after some time 
to burst into flame; the only prevention is said to be 
to keep the coal dry. Some kinds of coal are free from 
iron pyrites, and therefore not subject to spontaneous 
combustion.
IGNITION. Every kind of steam and other coal, 
especially when rapidly transferred from the mine to the 
ship, gives out carburatted [sic] hydrogen gas or fire 
damp, which is explosive when mixed with atmospheric 
air, on the application of flame. This gas is peculiarly 
light, and is considered most explosive when mixed with 
nine times its volume of atmospheric air; with twelve 
times it will not ignite. If the hatches are fastened down 
directly the cargo is received, which is frequently done to 

keep out the rain or cold, or to prepare for sea, the gas 
finds its way from the coal to the spaces under the deck, 
and penetrates through the bulkheads into the lazarette, 
cabin, and forecastle, and when a match is lit, or a 
lighted candle is exposed, especially in the lazarette, an 
explosion may take place and damage the decks, and 
jeopardize the lives of the crew. To avoid this let two 
funnels, of 12 or 15 inches diameter, with moveable tops, 
be placed one forward, the other aft, communicating 
through the deck with the hold; keep a vacant space 
between the cargo and the beams. Turn the top of one 
funnel to the wind, the other from it, a current of air 
will then conduct the explosive gas harmlessly out of the 
ship; this is said to be an effectual remedy. It has been 
also suggested that coal may be ventilated by building, 
with large lumps, two shafts communicating below; one 
with a wind-sail would act as a down-cast for fresh air, 
the other as an out-cast for foul air. In addition to this 
keep the hatches open 24 or 26 hours, on all occasions, 
but especially when bound on long voyages, particularly 
to the southward (Stevens, 1869).

SOCIAL (3)
One of the Arab firemen, Abdul Rohamed, was 
taken ashore to the Albany hospital immediately 
after the Castlemoor entered Princess Royal 
Harbour. The crew had been breathing the 
dense black smoke and penetrating fumes for 
over two weeks before reaching port, and ‘not 
a man aboard has had a clear head for nearly 
a fortnight’ (West Australian, 10 September 
1928: 9c). It was reported that Rohamed was 
suffering with ‘head troubles’, and he died in 
hospital. He was buried on 10 September, the 
other stokers coming ashore from their fire 

fighting duties to attend his funeral. The local 
newspaper reported:

The deceased Arab was unfortunate in his choice of 
the sea as a means of livelihood. He had served in 
three ships only. The first ran ashore, the second was 
lost at sea, and the Castlemoor caught fire (Albany 
Advertiser, 11 September 1928: 1d-e).

The fire brigade pump, ‘Lady Forrest’, and 
its crew were under the command of Captain 
Milne. They received a great deal of praise for 
their efforts in saving the Castlemoor.
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Rig Type: Dinghy
Hull: Wood
Port from: Albany
Port to: Albany
Date lost: 8 March 1893
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
There are no specifications for this dinghy, 
which was owned by Alexander Armstrong 
(snr). Two boys named Dunn and Martin 
took the dinghy without the permission of 
the owner, intending to sail out to look at the 
steamer Oceana which had just arrived from 
London and was anchored in the harbour.

THE LOSS
The dinghy was near the Town Jetty when the 
boys asked Captain Sipple of the tug Escort for 
a tow. Dunn had the painter ready to hand 
up and Martin was sculling, when the dinghy 
got across the bows of the tug. The Escort was 
still moving, and the dinghy was stove in, the 
boys thrown into the water and dragged under 
the tug. Both boys came to the surface some 
distance from the stern of the tug and swam to 
bits of the dinghy, hanging on to keep afloat. 
The engines in the Escort were quickly reversed, 
and the tug went astern and picked up the boys 
who were unharmed.

INQUIRY
There appears to be no record of an official 
inquiry. However, the matter was reported at 
the police station by Constable Cook.

INITIAL SALVAGE
As the dinghy was in pieces according to the 
newspaper, and cut in half and later sunk 
according to Constable Cook’s report, it was 
unlikely to have been salvaged.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
It is not known what punishment the boys 
received for the theft and subsequent loss of 
the dinghy.
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Official Number: 120765
Port of Building: Newcastle, UK
Year built: 1910
Port of Registration: Glasgow
Rig Type: Steamer
Hull: Steel
Length: 400.0 ft (121.9 m)
Breadth: 53.1 ft (16.19 m)
Depth: 24.7 ft (7.53 m)
Tonnage: 4 824 gross, 3 078 net, 

4 189 under deck
Engine: Triple cylinder 

compound steam 
engine of 539 NHP

Port from: Fremantle
Port to: Adelaide
Date stranded: 28 August 1914
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
The Janus was built by Palmers’ Company 
Limited and launched in June 1910. It had 
two decks and a shelter deck, and the weather 
deck was overlaid with teak planking. It was 
owned by the British India Steam Navigation 
Co., and had departed Calcutta on 1 August 
1914 for Fremantle and Adelaide via Colombo. 
Under the command of Captain E. McDonald 
there were eight passengers, six men and two 
women, on board. The cargo included tea, 
jute and coconut fibre (coir). The steamer 
arrived at Fremantle at 6.00 p.m. on 25 August, 

where a portion of the coir destined for the 
eastern states was off-loaded to allow access 
to Fremantle cargo. The fibre was placed in 
a goods shed and then re-stowed on board 
after the local cargo had been dealt with. In 
re-stowing the fibre, care was taken to ensure 
it was not exposed to rain or damp. The Janus 
sailed for Adelaide at 1.30 p.m. the following 
day, but experienced rough weather and high 
seas when rounding Cape Leeuwin. The chief 
officer inspected the hold at 10.00 a.m. on 27 
August and found all well.

At 11.45 p.m. on the same day when about 
20 miles east of Breaksea Island sparks and 
smoke were seen coming from the No. 2 hold. 
All hands were called but the fire proved 
impossible to quench, and soon spread to the 
No. 1 hold and the ship’s bunkers. The ship 
was put about and headed for Albany with all 
possible speed. The teak on the fore deck was 
by this time also burning.

THE STRANDING
When the Janus was boarded by the pilot, Howe, 
and the assistant harbour master, Frank Winzar, 
the ship was:

…enveloped in thick smoke, the decks were burning, 
the side of the ship was quite hot, the telegraph to the 
engine room burnt off, and it was with difficulty the 
pilot was able to pick up the lights, owing to the thick 
smoke (West Australian, 19 September 1914: 5f).

The ship anchored in Princess Royal 
Harbour at about 4.30 a.m. on 28 August, and 
three tugs, The Bruce, Dunskey and Awhina, and 

the town fire brigade steam pump (on the 
Awhina’s deck) unsuccessfully attempted to 
douse the fire. It was therefore decided that the 
ship should be flooded, so the dredge Premier 
was employed to pump water on board. This 
proved too slow, so the engine room sea-cocks 
were opened. The ship sank with 20ft (6.1 m) 
of water in the holds. By 2 September the fire 
in No. 1 and No. 2 holds was under control 
as both these and the engine room had been 
flooded to the ‘tween deck. The fire in the 
forepeak was, however, still burning fiercely. 
The cargo in the two fore holds was destroyed 
by the fire and water. Water was leaking through 
the bulkheads from the fore holds into the 
two aft holds threatening to also damage the 
cargo stowed there. Consequently at 4.00 p.m. 
available hulks were also taken alongside the 
burning ship, and the undamaged cargo from 
the aft two holds discharged into them. Some 
of the spoiled cargo was also discharged into a 
hulk for later disposal.

INQUIRY
A Court of Inquiry into the fire on board the 
Janus was held at Albany before the deputy 
chief harbour master, Frank Winzar, and G.J. 
Sinclair, Secretary Navigation Act. The finding 
was that the origin of the fire could not be 
established, but it had started very suddenly. 
The inquiry ruled out spontaneous combustion 
or friction as being causes. It is worth noting, 
however, that in January 1859 the Blackwall 
frigate Sutlej was about to leave Calcutta with a 
load of saltpetre and jute when the jute caught 

Janus (1910–1914)
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fire by spontaneous combustion, and the vessel 
was destroyed.

The crew and the Albany people involved 
in fighting the fire on the Janus were praised 
by the court.

INITIAL SALVAGE
A diver was sent down to plug up the engine 
room seacocks from the outside. However, on 
the morning of 4 September, despite pumping 
out much of the water the Janus resisted all 
efforts to tow it off the bank. For twenty-four 
hours more cargo was discharged into the hulks 
lying alongside. The following morning the 
Janus was lightened enough to enable it to be 
taken to the Town Jetty:

Both of the hatches were opened and all of the cargo 
was found to be hopelessly charred. That portion 
in the shelter deck was removed, and below all that 
was to be seen was a confused mass of ashes. An 
investigation, proved, however, that the fire was 
completely extinguished. In the after part of the ship 
the cargo in the shelter deck, which mostly consisted of 
tea, escaped damage by fire, but the lower portion was 
injured by water. So far the hold below that point has 
not been opened up, as everything is submerged to that 
level (West Australian, 7 September 1914: 6g-f).

The burnt and damaged cargo was discharged 
and repairs to the badly buckled fore deck were 
carried out. Several hull plates were also badly 
buckled by the heat. The local newspaper 
reported ‘the wooden decking of the vessel is 
burnt to cinders. In the saloon the iron plates 
on the deck and both sides of the ship have 

buckled like tin’ (Albany Advertiser, 2 September 
1914: 2a). The engine room had suffered from 
immersion, but had not been damaged by fire.

On 9 September an auction of the salvaged 
tea (over 820 chests) and other items including 
‘a large quantity of jute goods’ was conducted 
by W. Wheeldon. The tea realised £1 200, 
and ‘the majority of goods were purchased 
by Victorian buyers’ (Albany Advertiser, 12 
September 1914: 2h–i).

The Janus was surveyed by T. Boyd, engineer 
representing both the State Government and 
Lloyd’s, and Chief Engineer Anderson of 
the steamer Karoola. The ship was eventually 
passed as seaworthy and departed Albany on 
16 September.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The crew of the Janus, described as ‘coolies’, 
were taken ashore and placed in the Quarantine 
Station on Point Possession. The newspapers 
state that 97 coolies were landed, which seems 
a very large number for a vessel of this size. 
At that time the ‘White Australia Policy’ was 
in force, and there would have been no other 
facility in which so many non-Europeans could 
have been placed, even temporarily.

The Naval Cadets under the command of 
S.D.O. Mutton assisted in fighting the fire on 
board the Janus, and were praised for their 
valuable assistance.

The following letter from a passenger on 
board the Janus was sent to the editor of a Perth 
newspaper:

Sir, I was a passenger on board the steamer Janus 
when she caught fire, about fifty miles from Albany. 
I was asleep in my bed, but I was awakened by the 
noise of some of the native crew, and I thought that 
something was wrong. So I got up, and put on my 
clothes. When I reached the deck I found that the 
fire was blazing in No. 2 hold, and I could not see 
two yards in front of me for smoke. There were eight 
passengers on board, two ladies and six gentlemen. 
By order of Captain MacDonald, some of the crew 
and passengers got the small boats ready, in case of 
emergency. After that I obtained a hose, and went 
beside the captain’s son, and we had the hoses playing 
on No.2 hold for several hours. The fire was burning 
in three different places within one hour of the start, 
and we had to keep running from one place to another 
to try to prevent the flames from spreading. I must 
give the crew credit for the excellent manner in which 
it did its work, and as regards the captain of the ship, 
I should like to accord him praise for the able way in 
which he did his duty. He was in the thick of the fire 
all the time, giving orders, and he kept quite cool. I 
can safely say that if he’d lost his head, I should not 
have been where I am at present. – Yours, etc.

J. McKever.
Passenger, lately of the 1st Royal Scots

(West Australian, 5 September 1914: 5g–h).
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Figure 46.  Janus 
on fire in Princess 
Royal Harbour. The 
dredge Premier is 
alongside pumping 
water onto the fire. 
Photo: McKenna 
Collection.
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Official Number: 1846
Port of Building: Port Madoc, Wales
Year built: 1849
Port of Registration: Albany hulk
Rig Type: Barque (hulk)
Hull: Wood
Length: 107.8 ft (32.86 m)
Breadth: 24.2 ft (7.38 m)
Depth: 17.5 ft (5.33 m)
Tonnage: 376 gross, 347 net
Date lost: 23 November 1899
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
GPS position: Lat. 35º 02' 07" S
 Long.117º 52' 36" E. 

This is not a GPS 
position

Protection: The site when found will 
be protected under the 
general provisions of the 
Maritime Archaeology Act 
1973

Significance criteria: 1 & 8

THE VESSEL
The Anne Melhuish was built as a barque with 
one deck, a square stern, no galleries and a 
woman figurehead. The hull was sheathed in 
yellow metal over felt. Built for the Liverpool 
to South America (Valparaiso) nitrate trade, 
it was initially owned by the partners John 
James Melhuish, Henry Winch and Robert 
Kent, merchants of Liverpool. Between 1859 
and 1869 it was owned by Friend & Co., but 

still registered at Liverpool. Registration was 
later transferred from Liverpool to Wellington, 
New Zealand in 1873 (No. 1/1873), then to 
Melbourne, and subsequently to Newcastle, 
NSW, (No. 23/1883) when William A. Williams 
became sole owner. The Anne Melhuish had 
been sailed to Australia under the command of 
Williams’ younger brother David. The Williams 
brothers were among the founders of the 
Union Steamship Company of New Zealand. 
The vessel traded mainly between Australian 
ports and New Zealand.

On 3 December 1883 the Anne Melhuish 
under the command of Captain Stonich arrived 
at Albany from Newcastle, NSW. Stonich 
handed over the vessel and its cargo of 488 tons 
of coal to the new owners, the King George’s 
Sound Coal Company. The barque was then 
stripped down to a hulk, and the company 
appointed A. Robinson as caretaker. The hulk 
was anchored in 27 ft (8.3 m) of water so that 
steamers taking on coal could tie up alongside.

THE LOSS
The hulk Anne Melhuish sank at its moorings 
in Princess Royal Harbour during the night 
of 23 November 1899. During the period 
May to October 1900 the wreck was broken 
up using explosives by Sergeant B.T. Goadby, 
an army engineer stationed at Albany. Much 
of the debris was loaded aboard the hulk 
Saint Lawrence, which then made a number 
of trips under tow to the ocean outside Bald 
Head where the pieces were jettisoned. On 2 
November 1900 a diver named Curtis arrived 

from Fremantle to inspect the site where the 
Anne Melhuish had sunk. On receiving his 
report the harbour master recommended that 
the work cease.

During a violent storm on 23 July 1900 the 
local newspaper reported that ‘wreckage from 
the sunken hulk Anne Melhuish and other old 
wrecks was strewn all along the foreshore’ 
(Albany Advertiser, 24 July 1900: 3a).

In March 1903 the dredge Governor while 
working in Princess Royal Harbour brought up 
debris from the harbour floor. As the Western 
Australian Government steamer Penguin was 
then in the port the opportunity was taken 
to use its diver. He reported finding pieces 
of a timber hull, considered at the time to be 
further remains of the Anne Melhuish. All of 
the remaining largest sections were removed.

SITE DESCRIPTION
There would most probably be little left of 
the Anne Melhuish considering the extensive 
removal of most of the timbers during 1900 
and 1903.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The King George’s Sound Coal Company 
was formed in late 1883 by a group of Albany 
businessmen. The Adelaide Steamship 
Company and Lilly and Co. would sell coal, 
and then only in small amounts, to ships other 
than their own only if they had sufficient stocks. 
This group of Albany businessmen hoped that 
many more steamers would call at the port if 

Anne Melhuish (1849–1899)
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a large permanent supply of coal was available 
to all. The Anne Melhuish and the Priscilla (see 
entry) were acquired, together capable of 
holding some 2 300 tons of coal. Although 
initially successful, the company did not have 
ships calling regularly as did The Adelaide 
Steamship Company and P&O, who had their 
own fleets. In 1893 The King George’s Sound 
Coal Company went into liquidation.
REPRESENTATIVE (8) 
The Anne Melhuish is representative of the many 
coal hulks stationed at Albany and other ports 
on the Western Australian coast.
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Figure 47.  The 
remains of the 
Anne Melhuish 
were taken and 
dumped off Bald 
Head. Photo: Peter 
Worsley.
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Official Number: 78785
Port of Building: Stockton on Tees, UK
Year built: 1878
Port of Registration: Adelaide
Rig Type: Ship (hulk)
Hull: Iron
Length: 236.3 ft (72.02 m)
Breadth: 38.0 ft (11.58 m)
Depth: 22.8 ft (5.95 m)
Tonnage: 1 499 gross, 1 435 net, 

1 357 under deck
Date stranded: 18 September 1943
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3 & 8

THE VESSEL
The Sierra Colonna was built by Richardson, 
Duck & Company (yard No. 246) for the 
Sierra Shipping Co. Ltd, Liverpool, UK, and 
launched on 18 April 1878. It had two decks, 
one bulkhead and was cemented. It had a poop 
15.2 m long and a forecastle 11 m in length. 
The ship was used on the run from the UK to 
Burma. In 1903 it was sold to J.A. Henschien of 
Lillesand, Norway, and renamed Colonna. The 
last voyage under that company’s ownership 
was in 1914 with a cargo of timber for Port 
Adelaide. On arrival the ship was sold to The 
Adelaide Steamship Company for use as a coal 
hulk. It was later moved to Albany, replacing 
the J.L. Hall. This had been condemned, 
stripped and sunk by gunfire (see entry). The 
Colonna was:

…larger than anything that has yet been introduced to 
the harbour for local use, and it is also better equipped 
than anything of the kind in Western Australia…and 
her storage capacity is 3 000 tons of coal. There are 
four hatches and one booby, but no dividing bulkheads, 
and above are three masts and two large uprights. Four 
gaffs are fitted with topping gear and each is capable of 
working two gins. The hulk will thus be able to employ 
eight gangs at the one time. She is provided with steam 
power of her own, a new thing entirely to Albany, in the 
shape of a donkey boiler (65 lbs pressure), which drives 
three double friction winches. There are two other cog 
winches, one each on the forecastle head and the poop. 
A windlass, connected by steam with the winch on the 
forecastle head, and a hand-worked capstan on the 
poop complete the equipment. The Colonna will be a 
decided acquisition to the port as she will help to speed 
up materially the coaling of visiting shipping (Albany 
Advertiser, 19 August 1916: 3b).

The steamer Lammeroo began the tow of the 
Colonna on 28 August 1916, but the tow lines 
parted soon after leaving Port Adelaide. The 
Colonna suffered considerable damage during 
the efforts to re-attach the lines, including 
having the donkey boiler on the deck break 
loose. This had to be lashed to a mast for the 
return to Adelaide. After repairs the Lammeroo 
and Colonna again set out on 5 October, arriving 
in Albany on 14 October. The hulk was moored 
about 4 cables (730 m) from the end of the 
Deep Water Jetty.

THE STRANDING
During the early morning of 16 September 
1943 the cargo of coal in the fore hold of the 

Colonna caught fire. There was a strong south-
westerly wind blowing at the time, and this 
coupled with a lack of tugs meant that there was 
little chance of moving the hulk. The donkey 
boiler was immediately fired to get steam to 
operate the windlass if this should be required. 
At about 1.00 p.m. the harbour-master, Captain 
Griffiths, inspected the burning Colonna and as 
the wind was lessening he decided to try and 
get it alongside the jetty. This would enable 
fire fighters to more readily fight the blaze. As 
there were still no tugs available some of the 
small motor launches such as the boom defence 
vessel, the Quarantine Department’s launch, 
the harbour-master’s launch and a private 
launch owned by Lionel Austin, were used. By 
3.00 p.m. the wind had dropped sufficiently for 
the attempt to be made. The Colonna’s anchor 
was taken out close to the jetty, and by heaving 
on this using the donkey engine and windlass 
and with the aid of the launches, the hulk was 
brought alongside the jetty by 4.45 p.m.

Colonna formerly Sierra Colonna (1878–1943)
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Figure 48.  Sierra 
Colonna being 
converted to a hulk 
at Port Adelaide. 
Photo: State Library 
of South Australia.
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While water was sprayed on the burning 
coal in the forward hold, two gangs of waterside 
workers began off-loading coal from the 
aft hold. This work carried on all night, 
considerably hampered by the volumes of 
smoke. By the next morning so much water had 
been pumped in, that it was considered Colonna 
might sink alongside the jetty. Lieutenant 
Hutcheson, the naval officer in charge at 
Albany, therefore borrowed a pump from the 
Shell Oil Company depot and used it to pump 
out the water being poured onto the burning 
coal. Despite these efforts by the evening of 
17 September the fire had become even more 
intense.

The following morning things were worse. 
Captain Miller, The Adelaide Steamship 
Company’s representative arrived by train from 
Perth, and by mid-morning had decided that 
the only course of action was to flood Colonna. 
Consequently the anchor was taken away from 
the wharf, and again with the assistance of the 
small launches, at about 2.00 p.m. Colonna 
began to move away from the jetty. At 5.30 p.m. 
a severe north-westerly squall struck, pushing 
the bow of the hulk, so that, dragging its 
anchor, it swung into a position approximately 
at right angles to the jetty, with the bow close 
to the jetty piles. Water was continually being 
pumped onto the burning coal, and at 8.30 
p.m. the hulk settled on the bottom. There 
were still an estimated 2 000 tons of coal on 
board.

INITIAL SALVAGE
The Colonna had settled on an even keel, and 
being made of iron it was considered that 
despite the fire the hull was probably sound. 
The Commonwealth Salvage Board sent two 
petrol driven pumps to Albany from Perth, 
but the owners decided to make their own 
salvage attempts. It may be presumed that the 
company employed local people to undertake 
this task, as Colonna was reported as having been 
salvaged by Lionel Austin, his son Stan Austin, 
and two divers, Norman ‘Nobby’ Pannet and 
Jack McBride. It then continued to serve as a 
hulk in Albany until 1952. On 31 October of 
that year, at the end of its useful life, Colonna 
was towed to a position one mile west of Rock 
Dunder and sunk in 32 fathoms (58.5 m) of 
water by Mustang fighter planes of the RAAF 
using rockets and bombs.

Remains believed to be those of the Colonna 
have been located at 35° 01.621'S and 118° 
08.271’E.

A chest of drawers from the captain’s cabin 
of Colonna is in private ownership in Perth. 
After World War II some spars and a section of 
one of the masts were used for derricks at the 
whaling station in Frenchman Bay.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Many of Albany’s older residents will remember 
Colonna, its dramatic fire, its sinking in the 
harbour and its spectacular end near Rock 
Dunder.

REPRESENTATIVE (8)
The Colonna is representative of the many coal 
hulks stationed at Albany and other ports on 
the Western Australian coast.
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Rig Type: Boat
Hull: Wood
Date lost: 2 March 1896
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of the 
Maritime Archaeology Act 
1973

Significance criteria: 3 & 8

THE VESSEL
Nothing is known regarding the specifications 
of Flying Dutchman. It appears to have been 
a small sailing boat used for the transport 
of the hulk-keeper of the Herschel, a man 
named Gallagher, between the shore and his 
workplace. It was not registered.

THE LOSS
Gallagher was sailing from the Town Jetty to the 
hulk in a strong easterly wind when, at about 
half-way out, a sudden squall capsized Flying 
Dutchman, throwing him into the water. He 
luckily escaped entanglement in the rigging 
as the boat ‘sank like a stone’ (Australian 
Advertiser, 3 March 1896: 3b). The sea was rough 
and Gallagher was fully clothed including his 
boots, but because he was a good swimmer he 
managed to stay afloat. His plight had been 
seen from the shore and a whale-boat crewed 
by A. Armstrong (jnr), G. Waters, Walker and 
McAllister immediately set out to rescue him. 

It took 20 minutes before they reached the 
swimming man, who was by this time exhausted 
and in danger of drowning.

INITIAL SALVAGE
There is no mention of the recovery of Flying 
Dutchman, and as it sank in deep water it may be 
presumed that it was not subsequently salvaged.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
A hulk keeper’s boat was an essential piece of 
equipment as it was used in the handling of 
mooring ropes when bunkering steamers. It 
was also used to maintain contact with the shore 
for such tasks as the collection of supplies and 
water for his family, take the children ashore 
to school, and many other chores.
REPRESENTATIVE (8) 
The Flying Dutchman is representative of the 
ship keepers’ boats which were part of the 
equipment of all coal hulks.
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Flying Dutchman (?–1896)
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Figure 49.  Hulk 
keepers used sailing 
dinghies such as this 
to move between ship 
and shore. Photo: 
MHA Collection.
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Official Number: 29115
Port of Building: Newcastle-on-Tyne, UK
Year built: 1861
Port of Registration: Sydney
Rig Type: Barque (hulk)
Hull: Wood
Length: 179.1 ft (54.6 m)
Breadth: 37.4 ft (11.4 m)
Depth: 21.4 ft (6.5 m)
Tonnage: 1 131 gross, 1 019 net, 

946 under deck
Date lost: 1 or 2 November 1898
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of the 
Maritime Archaeology Act 
1973

Significance criteria: 4, 7 & 8

THE VESSEL
Described as a Blackwall frigate, and launched 
in March 1861 as a fully rigged ship by T. & W. 
Smith, Saint Lawrence had two decks, an elliptical 
stern, quarter galleries, a poop 22 m long and 
a forecastle 12.2 m in length. Copper fastened, 
sheathed with felt and yellow metal, it had 
‘hollow garboards, a good rise of floor, round 
bilges and considerable tumblehome; otherwise 
she was of a short and rather full-bodied model’ 
(MacGregor, 1988: 66). Lubbock states that the:

St Lawrence, the last of Smith’s fleet, was considered 
the finest and latest thing in wooden passenger 

construction. She had so much rise of floor that she 
required 60 tons of ballast to keep her upright. She was 
very short and beamy when compared to other ships of 
her year, but was a very fine sea boat, dry and yet easy 
in her movements …she was a beautiful ship in every 
way, and well upheld the reputation of the Blackwall 
frigates (Lubbock, 1922: 275).

The term ‘Blackwall frigate’ was a generic 
name given to a series of sail trading ships built 
in the mid 19th century for the Indian trade. 
They got their name because many of them 
were built at Blackwall on the River Thames, 
and ‘frigate’, because of the fine run to the 
hull, making them faster than many other 
vessels of that time. During the 1860s Saint 
Lawrence was used to take troops and other 
passengers between Britain and India. In 1875 
the vessel had undergone damage repairs, 
which included replacing part of the deck. In 
1878 further repairs were carried out, and at 
this time the rig was altered to that of a barque. 
In May 1882 Saint Lawrence was sold to Maklon 
Clarke Colishaw of Sydney, and registered at 
that port (No. 26/1882). Under his ownership 
part of the poop was removed in January 1884, 
reducing the net tonnage from 1 062 to 1 019 
tons. Colishaw sold the vessel to James Riddle 
Muirhead of Sydney in March 1888.

In March 1889 Saint Lawrence, under the 
command of Captain Thomas Brodie Pow 
with nine crewmen, was struck by a storm off 
Cape Leeuwin en route Newcastle, NSW, to 
Fremantle. Under only two topsails the barque 
was rolling heavily when the channels gave 
way, and both main and mizzen masts snapped 

and fell. In falling the masts smashed four of 
the ship’s boats and caused a considerable 
amount of other damage. The man at the 
helm was struck by some of the falling gear 
and injured. By luck the rest of the crew, apart 
from the captain, were below decks, having 
been sent there only three minutes earlier for 
coal. Had they been on deck ‘they would have 
been standing where the wreckage came down’ 
(Albany Mail, 27 March 1889: 3d). With only 
two sails set Saint Lawrence changed course and 
ran for Albany. It was sighted by the lighthouse 
keeper on Breaksea Island heading east early 
on the morning of 25 March 1889. He sent a 
message to Albany and the tug Jessie left port 
to find the distressed vessel. It was located at 
10.30 p.m. that night and towed into port, 
arriving at 1.30 a.m. the following morning. 
The cargo of coal was discharged and sold 
locally. The barque was subsequently sold by 
the New Zealand Insurance Company in Perth 
to John Moir and Company of Albany, for use 
as a hulk. The hulk was hired by The Adelaide 
Steamship Company Limited for the period 
1890 to 1893. On 26 December 1896 a violent 
storm drove Saint Lawrence ashore, snapping 
the new mainmast in the process. The vessel 
was subsequently salvaged and put back into 
service.

An auction of the hulk Saint Lawrence 
‘built of teak, copper fastened, well found 
with boiler, winch, derricks, anchors, chains, 
and general gear. Now at anchor at Albany’ 
(Albany Advertiser 29 October 1898: 2d) was to 
be conducted by John Moir and Company on 2 

Saint Lawrence (1861–1898)
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November 1898 at the Freemasons Hotel. This 
advertisement was repeated in the newspaper 
on 1 November 1898. There are no subsequent 
newspaper references to this auction or to Saint 
Lawrence.

THE LOSS
At some unknown date in late 1898 the hulk 
Saint Lawrence caught fire, was abandoned 
and sank in Princess Royal Harbour. Given 
the above information it would appear 
that the hulk caught fire on either 1 or 2 
November resulting in its loss, and therefore 
the cancellation of the auction.

EXCAVATION AND ARTEFACTS
During port dredging operations in 1977 a 
burnt wooden wreck was located. This was most 
probably the remains of Saint Lawrence.

The binnacle from Saint Lawrence is held by 
the 1st Pelican Point Sea Scouts on the Swan 
River at Crawley.

STATEMENT OF SIGNIFICANCE
ARCHAEOLOGICAL (4)
The remains of Saint Lawrence could provide 
valuable information on the construction of 
Blackwall frigates over 150 years ago.
RARE (7)
The Saint Lawrence was built as a Blackwall 
frigate and as such is a rare example of this 
type of vessel in Western Australia.
REPRESENTATIVE (8) 
The Saint Lawrence is representative of the many 
coal hulks used to bunker the steamers calling 
at Albany.
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Figure 50.  The 
Blackwall frigate 
Saint Lawrence 
under full sail. 
Illustration: 
Lubbock (1922).
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Port of Building: Apenrade, Denmark
Year built: 1877
Port of Registration: Honolulu, Hawaii
Rig Type: Barque
Hull: Wood
Length: 149.1 ft (45.45 m)
Breadth: 33.6 ft (10.24 m)
Depth: 18.7 ft (5.7 m)
Tonnage: 604 net
Port from: Newcastle, NSW
Port to: Albany
Date stranded: 23 May 1889
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of the 
Maritime Archaeology Act 
1973

Significance criteria: 8

THE VESSEL
While Lloyd’s gives the port of building as 
Apenrade, other sources give it as Aabenraa. 
These two names in fact refer to the same place: 
Apenrade when it was in German hands and 
Aabenraa after it was ceded to Denmark. The 
Alicia was originally built as the barque Anna 
Sieben by J. Paulsen, and in 1886 was owned by 
J Bruhn, and registered at Apenrade. In the 
1889 edition of Lloyd’s there is a reference to 
the change of name to Alicia, with the owner 
stated to be T.R. Foster. Presumably this change 
of ownership took place some time in 1888, as 

there is no mention of the vessel in the Lloyd’s 
for that year. The master during the years 1889 
and 1890 was Captain Brodhurst.

The Alicia had departed Melbourne on 2 
April 1889 for Newcastle where it loaded a 
cargo of coal for the Western Australian Land 
Company at Albany. At Albany it was intended 
to then take on a cargo of sandalwood for 
Hong Kong.

THE STRANDING
While entering Princess Royal Harbour under 
the charge of the pilot the Alicia:

…grounded with her forefoot while rounding to fetch 
the Land Company’s jetty, she drew 26 feet of water at 
her stern at the time she touched the bank and as the 
tide was falling, had to remain from 3 p.m. till about 
6 a.m. yesterday morning when she moved off with no 
damage (Albany Mail, 25 May 1889: 4c).

INQUIRY
A Court of Inquiry held at Albany on 14 June 
1889 before Rowley C. Loftie, subcollector and 
principal officer of customs, and W.A.G.H. 
Bailey, J.P., found that there was no neglect, 
fault or blame attached to the master or mates. 
The court also stated that, as the Alicia had not 
been damaged in any way ‘there is no case for 
further investigation, and that all proceedings 
therein shall cease’ (West Australian, 29 June 
1889: 3d).

The Alicia was wrecked in March 1891.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The Alicia is representative of the many vessels 
which brought bunkering coal to Albany, 
usually taking on a different cargo before 
departing.
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Alicia formerly Anna Sieben (1877–1889)
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Figure 51.  Alicia 
was built as the 
Anna Sieben in 
1877 at Apenrade 
in Denmark. Photo: 
Photoship.
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Date lost: 23 July 1900
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619

THE VESSEL
The boats lost during the storm are variously 
referred to as sailing boats, light boats, skiffs or 
fishing boats. There appears to be no record 
of the names or specifications of the vessels.

THE LOSS
During the evening of Sunday 22 July 1900 the 
barometer began to fall rapidly and a moderate 
north-westerly wind veered to the west and 
increased in violence. By 5.00 a.m. on 23 July it 
had reached what was reported as being: 

…almost the strength of a hurricane and had shifted 
round to the south, veering at times a point or two 
to the eastward…One light boat was washed up on 
the reclamation works and was smashed up. Several 
others sank while those that were lying on the beach 
were washed some distance inshore. Wreckage from the 
sunken hulk Anne Melhuish and other old wrecks was 
strewn all along the foreshore. (Albany Advertiser, 24 
July 1900: 3a).

Fishing boats at the mouth of the King River 
in Oyster Harbour also suffered, with one being 
‘smashed to pieces’. During the early part of 
this storm, which was evidently wide spread, 
the steamer Yaralla was driven ashore at Mary 
Ann Haven (see entry).

INITIAL SALVAGE
There appear to be no reports on salvage work, 
but it is probable that at least some of those 
boats sunk in the harbour would have been 
subsequently raised and repaired.

REFERENCES
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Boats lost in storm (1900)
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Figure 52.  Many of 
the boats seen here at 
the jetty in Albany 
would have been 
lost in the storm in 
July 1900 . Photo: 
Albany Public 
Library.
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Port of Building: Albany
Year built: 1866
Rig Type: Floating dock
Hull: Wood
Length: 129.5 ft (39.47 m)
Breadth: 30.0 ft (9.14 m)
Depth: 9.33 ft (2.84 m)
Tonnage: 401 at 5 ft draught, 

120.75 displacement
Date lost: c. 1914
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 4 & 7

THE VESSEL
In 1862 the P&O Company at Albany received 
four iron lighters, each of 140 tons, 76 feet long 
(23.2 m) with a beam of 18 feet (5.5 m). These 
arrived in sections and were assembled on the 
foreshore, the first being launched in early May 
1863 and the last in April the following year. The 
company’s agent at Albany, William Carmalt 
Clifton, recommended the construction of 
either a patent slip or a floating dock so that 
the lighters and the company’s hulk Kingfisher 
could be cleaned and repaired when necessary. 
The small tidal range in Princess Royal Harbour 
made a slip impractical, so a decision was made 
to build a floating dock. Plans were drawn by 
Captain Charles Louis van Zuilecom, previously 
in command of the Hindoo, who also supervised 
the construction. On 14 April 1864 tenders 
were called for the supply of suitable timber, 
and building commenced in July.

Constructed mainly of jarrah (an estimated 
100 tons) with iron fastenings, the dock was 
strongly built with a double bottom. It was 
enclosed on two sides and one end, and at 
the other end were gates that could be made 
water tight. Three valves, opened and shut 
by operating rods from the deck which ran 
around two sides and the enclosed end, were 
fitted to each side to enable water to be let in. 
This was let in until the dock sank. The vessel 
to be serviced was floated in and shored up, 
the gates were then closed and sealed and the 
water pumped out. Initially the pumping was 
done manually, but this was later replaced by 
a windmill, and then by a centrifugal steam 
pump. The steam for this pump was provided 
through a flexible copper hose either by the 
vessel being docked, or by a steam tender 

moored alongside. However, the windmill was 
retained to keep the dock dry when it was not 
being used, as the gates were not completely 
water tight.

The dock was constructed by Mr Daniels 
(P&O’s shipwright) broadside to the sea, and 
successfully launched that way on 14 April 
1866 (much to the surprise of sceptics in the 
watching crowd).

When the P&O Company ceased operations 
in Albany the floating dock was taken over 
by Armstrong and Waters, and used for local 
vessels. Although originally guaranteed to last 
four years, the dock was still being used forty 
years later when it was used to dock a vessel of 
130 tons during April 1906.

Floating dock (1866–c. 1914)
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Figure 53.  The 
floating dock at 
Albany moored 
east of the Town 
Jetty in the centre 
of this photo. 
Photo: McKenna 
Collection.
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THE LOSS
Although still afloat at least until 1910, the dock 
had become worm eaten and began to leak 
badly. With no other dock available in which 
it could be repaired, during WW I it eventually 
sank. To prevent the dock being a hindrance 
to shipping, explosives were used to blow the 
sides and end so that the remains lay flat on 
the sea bed.

INITIAL SALVAGE
The pump was removed at an unknown date, 
and that gear which was easily salvaged after 
it sank was collected before the sunken dock 
was dynamited.

SITE LOCATION
The dock sank 100 m from the Town Jetty, 
towards and level with the Coal Jetty. The 
bottom and keel survived, and were visible up 
until the 1940s. There appears to have been 
no attempts made to remove the remains, 
which were subsequently buried under port 
developments during the 1950s.

STATEMENT OF SIGNIFICANCE
ARCHAEOLOGICAL (4)
The buried remains of the floating dock have 
the potential to provide information on the 
construction of this rare vessel.
RARE (7)
This floating dock is the oldest of only three 
known wooden floating docks built in Australia. 
Only one is still in existence, at Mannum in 
South Australia. Launched in September 1873 

to service the Murray River paddle steamers it 
proved unsuccessful and was later set into the 
bank of the Murray River for use as a berth 
for paddle steamers. The other was a barque 
converted at Melbourne in 1894–95 as a 
floating dock, and in the early 1960s burnt on 
the shore at Hobson Bay.
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Figure 54.   The 
floating dock was 
later fitted with a 
windmill pump 
similar to this shown 
on a sailing ship. 
Illustration Google.
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Rig Type: Dinghy
Hull: Wood
Length: 14 ft (4.27 m)
Breadth: 5.17 ft (1.58 m)
Depth: 2.17 ft (0.66 m)
Date lost: 25 May 1885
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
In May 1885 the Royal Navy warships HMS Opal 
(2 120 tons, Captain Brooke) and Diamond 
(1 970 tons, Captain Clayton) were at anchor 
in Princess Royal Harbour, the Diamond having 
arrived from Adelaide on 20 April and the Opal 
from Fremantle on 22 April. Among the various 
boats carried by the warships were dinghies, the 
smallest boats on board. It would have been one 
of these in which two young men from HMS 
Opal were sailing in the harbour. The men were 
a senior midshipman named Johnson and an 
assistant engineer, J.H. Beattie.

THE LOSS
Shortly before noon on 25 May the dinghy was 
approaching the Coal Jetty on a starboard tack. 
As the pair tacked a sudden squall struck them. 
They recovered from a near knock down, only 
to be hit by another which capsized the dinghy. 
Johnson clung to the boat, but Beattie started 
to swim towards the shore using an oar and 
the dinghy’s rudder to help keep him afloat. 
However he had only gone a short distance 

when he called for help. Johnson started to 
swim to his aid but quickly found that he could 
barely keep himself afloat. He returned to cling 
to the boat and saw Beattie sink from sight.

Captain William Douglas in the launch 
Perseverance, returning from having towed out a 
P&O lighter, picked up the exhausted Johnson 
and put him on board a boat which had put off 
from HMS Opal.

INQUIRY
There would have been an inquiry by the 
officers on HMS Opal into the accident, but 
the results of this are not known. An inquest 
into Beattie’s death was held at Albany on 
15 June, the day after his body was found by 
Joseph Andrews. The Resident Magistrate, 
Rowley Crozier Loftie, and the three man jury 
brought down a verdict that the ‘deceased was 
accidentally drowned by the capsizing of a boat 
on May 25’ (Albany Mail, 16 June 1885: 3a).

INITIAL SALVAGE
As the boat remained afloat it is probable that 
it was subsequently recovered by the crew from 
HMS Opal.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
J.H. Beattie was buried at Albany on 15 June 
1885 with full military honours, including an 
armed escort from the crew of his ship and with 
his coffin being carried to the cemetery on a 
gun carriage.
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HMS Opal’s boat (1885)
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Figure 55.  HMS 
Opal at anchor. 
Note the boats on 
davits at the stern. 
Photo: Photoship.
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Rig Type: Sailing dinghy
Hull: Wood
Length: 10 ft (3.05 m)
Port from: Albany
Port to: Albany
Date stranded: 29 November 1896
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
The small dinghy was owned by Frank Bee, 
surveyor with the Western Australian Land 
Company at Albany. In the afternoon of 
Sunday 29 November 1896 he and Ernest 
Davies (or Davis) decided to go fishing in 
the harbour. Davies was the officer-in-charge 
of the Telephone Department. They started 
fishing near the wreck of the hulk Kingfisher, 
but having no luck decided to row further 
east. The wind was blowing from north of west, 
and after passing the Town Jetty, on Davies’ 
suggestion they hoisted sail. At about 5.00 p.m., 
they decided to turn back.

THE STRANDING
The two tried to tack the dinghy, but it did not 
go about, so they let the sails draw and then 
tried again. Davies was standing up steering 
with Bee sitting amidships. As the dinghy came 
about Davies overbalanced and fell backwards 
onto the gunwale. This capsized the dinghy, 
which floated with the stern on the surface, 
but with the bow held well underwater by the 

heavy anchor stowed there. By this time ‘the 
sea was getting high, and the waves dashed over 
us repeatedly, and we both thought it best to 
leave the boat and swim for the shore’ (Inquirer, 
4 December 1896: 14g). Both men were stated 
to be ‘expert swimmers’ (West Australian, 1 
December 1896: 5e).

With some difficulty they got most of their 
clothes off and then struck out for the shore. 
After a short while they parted company, Bee 
heading for the P&O Jetty and Davies for the 
Western Australian Land Company’s jetty. Bee 
heard Davies shout, looked back and could 
not see him. By this time Bee was becoming 
exhausted and made for ‘the old wreck near 
the coal jetty’ (West Australian, 1 December 
1896.) where he was rescued by some men who 
had put off from the shore in a boat to come 
to his aid.
INQUIRY

There appears to be no record of an 
inquiry into the accident. However, subsequent 
findings provided convincing evidence that 
Davies had been taken by a shark. During the 
water police search of the harbour for his body, 
Constable Cook dragged up Davies’s shirt, and 
‘shark’s teeth-marks are plainly visible where 
the front is torn away. The sleeve of one arm 
has also been chewed off’ (West Australian, 3 
December 1896: 5f).

INITIAL SALVAGE
The dinghy later drifted in close to the Town 
Jetty, and was recovered.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
As Officer-in-Charge of the Telephone 
Department, Ernest Davies held an important 
position in Albany society. While the dinghy was 
salvaged, the tragic circumstances surrounding 
his loss must have had a great impact on the 
small town.

REFERENCES
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Unnamed dinghy (Princess Royal Harbour 1896)
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Official Number: 84103
Port of Building: Stockton, UK
Year built: 1881
Port of Registration: Sydney
Rig Type: Ship (hulk)
Hull: Iron
Length: 261.01 ft (79.56 m)
Breadth: 41.0 ft (12.5 m)
Depth: 23.5 ft (7.16 m)
Tonnage: 1 894 gross
Date stranded: 1. 8 July 1925
 2. 29 December 1925
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
The Kelat was launched on 31 March 1881 from 
the yard of Richardson, Duck & Company (yard 
No. 274), Stockton, UK, for Edward Bates & 
Sons of Liverpool. ‘Kelat’ is the Burmese word 
for lightning, and the ship was originally used 
in trading between the UK and the East Indies. 
It had two decks, one bulkhead and had been 
cemented. Registered at Liverpool, it was later 
sold to E. Bell & Sons, also of Liverpool. In 1903 
it was sold to L. Gundersen of Norway and re-
named Hovding. On 9 July 1914 off Sydney it 
was struck by a violent gale and dismasted. It 
was purchased by McIlwraith, McEarcharn and 
Company, converted to a hulk and its name 
reverted to Kelat. In 1916 it was towed to Albany 
by Kooringa.

THE STRANDINGS
On two occasions during 1925, on 8 July and 
29 December, the hulk Kelat was blown ashore 
during gales. On 9 July the harbour-master at 
Albany, J. Harris sent a telegram to the chief 
harbour-master in Fremantle:

Heavy gale last night Hulk Kelat broke away from 
North side New jetty and came ashore (stop) Successfully 
hove back to jetty noon today No apparent damage.

Signed Harris
Harbour Master

On 28 December Harris wrote to the 
Secretary, Harbour and Lights Department:

Sir,
I have to report that whilst the hulk Kelat was being 
towed from the s.s. Malakand in the early hours 
of Sunday morning the tug [went] too far to the 
Westward, looking for moorings, and consequently 
the hulk took the ground, and was floated off again 
at about 4.00 pm Sunday with no apparent damage.

Yours faithfully,
J. Harris

Harbour Master.

INITIAL SALVAGE
As can be seen from the harbour master’s 
correspondence, Kelat was re-floated apparently 
undamaged and returned to service on both 
occasions.

EXCAVATION AND ARTEFACTS
The bell from Kelat is at Strawberry Hill Farm 
in Albany.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
During World War II Kelat was requisitioned 
by the RAN, towed to Fremantle arriving on 
29 July 1941, and there underwent conversion 
to a store ship. Four months later it was loaded 
to capacity with coal and towed by Uco to 
Darwin. During the Japanese raid on Darwin 
on 19 February 1942 Kelat was damaged. Over 
a period of two or three days it slowly sank, 
settling upright on the bottom of the harbour. 
When required, working parties from HMAS 
Platypus recovered coal from the wreck for 
nearly a year. There was an unsuccessful 
attempt in 1943 to salvage the vessel, so the 
wreck of Kelat still lies in Darwin Harbour.
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Rig Type: Dinghy
Hull: Wood
Length: 14 ft (4.27 m)
Breadth: 5.17 ft (1.58 m)
Depth: 2.17 ft (0.66 m)
Date lost: 3 September 1898
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
The dinghy belonged to HMS Wallaroo, 
a twin screw 3rd class cruiser. This had 
departed Hobart on 24 August 1898, and 
put in at Albany on 31 August for a visit of 
two weeks en route to Fremantle. The ship 
was commanded by Captain G.N.A. Pollard 
with 12 officers and 220 hands. Dinghies have 
been used by the Royal Navy since 1825, and 
by 1898 had been standardised into two sizes 
of lightly built wooden boats, respectively 14 
ft (4.27 m) and 12 ft (3.66 m) long. As the 
boat involved in this incident was carrying 
four men and was expected to bring back 
supplies to the Wallaroo it was probably the 
larger size dinghy. These dinghies had a 
weight of 476 lbs (145 kg).

On the morning of 3 September a dinghy 
manned by two sailors and two stewards, 
Silverlocks and Heath, put off from the cruiser 
to obtain supplies from the town. There was a 
strong north-westerly wind blowing at the time.

THE LOSS
Before the dinghy had gone half the distance 
to the shore a heavy gale suddenly sprang up 
from the south-west:

As the men could make no way against the wind, they 
turned the boat’s head towards the Deepwater Jetty. The 
predicament of the men was noticed from the warship, 
and a cutter was despatched to their assistance. When 
close to the jetty the cutter overtook the dingey [sic], 
but the force of the gale carried it into the smaller craft, 
upsetting it, and throwing the men into the water. The 
two sailors scrambled into another boat, but the stewards 
were not so fortunate. It was also seen that although 
Silverlocks could swim, his companion in distress could 
not (Albany Advertiser, 6 September 1898: 3b).

Three men who were on the jetty, Bryant, 
Peterson and Davis, got some rope and using 
this Peterson was lowered over the side of the 
jetty and pulled Silverlocks out of the sea. 
Heath had meanwhile got a grip on a jetty pile, 
and hung on until he too was rescued in the 
same manner. The rescued men were taken 
into Albany, and found to be none the worse 
for their mishap.

HMS Wallaroo left Albany on the morning 
of 12 September for Fremantle.

INQUIRY
There is no record of an inquiry, but no doubt 
the matter was investigated by the appropriate 
officer from HMS Wallaroo when the four men 
returned to the ship.

INITIAL SALVAGE
There is no mention in the account of the 
recovery of the dinghy, but as it was lightly built 
from European timber it probably floated and 
would have been later recovered.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Thanks to the efforts of three Albany men, the 
lives of two navy stewards were saved following 
the capsizing of their dinghy which was caused 
by an unsuccessful rescue attempt by their 
shipmates in a cutter.
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HMS Wallaroo’s dinghy (1898)
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Official Number: 101148
Port of Building: Bergen, Norway
Year built: 1875
Port of Registration: Sydney
Rig Type: Barque (hulk)
Hull: Wood
Length: 201.0 ft (61.27 m)
Breadth: 39.2 ft (11.95 m)
Depth: 23.1 ft (7.04 m)
Tonnage: 1 218 gross, 1 143 net, 

1 112 underdeck
Date stranded: 2 June 1900
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 8

THE VESSEL
The Nordstjernen was built by Brunchorst & 
Dekke, Bergen, with two decks, an elliptical 
stern and a billet head. In 1896 it was registered 
at Sydney (No. 4/1896) as Margaret, and 
converted to a hulk. In early 1900 the owners, 
McIllwraith, McEacharn and Company, took 
the hulk to Albany.

THE STRANDING
The Albany correspondent of a Perth newspaper 
reported on 3 June 1900:

A strong westerly breeze was blowing yesterday, and the 
hulk Margaret broke away from her moorings and went 
ashore on the sand near the deep water jetty. The hulk-
keeper’s wife and a couple of children were on board, 
but they were in no danger. The tide was high at the 
time, and since its ebb the hulk has been left embedded 

in the sand, with about 12 ft of water round her (West 
Australian, 4 June 1900: 5b).

INITIAL SALVAGE
The same article continued with:

Efforts were made this morning to tow her off, lines 
being attached to the steamer Yaralla and the launches 
Bruce and Escort, but without success. A second 
attempt will probably be made tomorrow. There was 
no coal in the hulk (West Australian, 4 June 1900).

As Margaret was finally disposed of circa 1942 
(see entry) further attempts at getting the hulk 
afloat were obviously successful.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The Margaret is representative of the many coal 
hulks used at Albany and other ports on the 
Western Australian coast.

REFERENCES
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Margaret formerly Nordstjernen (1875–1900)
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Figure 56.  The 
hulk Margaret 
being towed away 
for destruction. 
The hulk has been 
stripped of masts 
and all useful gear. 
Photo: McKenna 
Collection.
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Official Number: 83669
Port of Building: Yarmouth, USA
Year built: 1856
Port of Registration: Sydney
Rig Type: Barque (hulk)
Hull: Wood
Length: 150.0 ft (45.72 m)
Breadth: 27.4 ft (8.35 m)
Depth: 21.5 ft (6.55 m)
Tonnage: 766.1 gross, 766.1 net
Date lost: 1895
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of the 
Maritime Archaeology Act 
1973

Significance criteria: 1 & 8

THE VESSEL
The Priscilla was built with two decks, a square 
stern, a billet head and no galleries. It was 
originally owned by Captain Henry Newton 
of Yarmouth, and was initially engaged in the 
guano trade. It was first registered in Australia at 
Sydney (No. 39/1882) by James Jenkins, marine 
surveyor of Sydney. On 31 January 1883 he sold 
the barque to James Cole Ellis of Newcastle NSW, 
and on 8 February the following year Ellis sold 
it to the King George’s Sound Coal Company 
(Limited) based at Albany. The Priscilla, under 
the command of Captain R. Young, loaded a 
cargo of 1 100 tons of coal at Newcastle and 
sailed for Albany on 14 February. It arrived at 

6.00 p.m. on 6 March, and was then stripped 
down and converted to a hulk. As a hulk it was 
expected to hold about 1 600 tons of coal, and 
it was reported that:

She is almost too good for a hulk, but her sailing 
capabilities were very poor. There is first class 
accommodation for a care-taker on board. After she 
is dismantled and her main hatch made larger she 
will be the best hulk in the colony (Albany Mail, 11 
March 1884: 2f).

Along with the company’s other hulk, Anne 
Melhuish (see entry), Priscilla was moored in 27 ft 
(8.3 m) of water. This enabled steamers to come 
along side to coal, a saving in time over having 
to anchor and then have a hulk towed to them.

THE LOSS
In late 1893 the owners of the hulk Priscilla 
went into liquidation, and in 1895 the vessel 
was blown ashore in Princess Royal Harbour. 
The wreck was subsequently burnt where it lay 
stranded, and the remains were later buried 
under foreshore reclamation.

INITIAL SALVAGE
As with most hulks, Priscilla would have been 
stripped of anything useful such as the donkey 
boiler and winch normally fitted to hulks to 
load and unload coal, prior to its being burnt 
to salvage the metal fastenings.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The King George’s Sound Coal Company 
(Limited) was formed by a group of Albany 

business men in late 1883. They also owned the 
hulk Anne Melhuish (see entry). The directors were: 
G.H. Bailey, William Finlay, Rowley Crozier Loftie 
(the Resident Magistrate), John McKenna and 
Alexander Moir. The latter was the secretary of 
the company. Initially it was a successful enterprise, 
and at the half-yearly meeting held on 2 February 
1885 the directors reported that the company 
had supplied 4 760 tons of coal to 29 steamers in 
1884. This was compared to seven steamers being 
supplied with coal by The Adelaide Steamship 
Company in the same period.
REPRESENTATIVE (8) 
The Priscilla is representative of the many coal 
hulks used at Albany and other ports on the 
Western Australian coast.
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Official Number: 75309
Port of Building: Melbourne
Year built: 1881
Port of Registration: Fremantle
Rig Type: Steamer, lug-rigged
Hull: Wood
Length: 35.0 ft (10.67 m)
Breadth: 8.0 ft (2.44 m)
Depth: 4.0 ft (1.22 m)
Tonnage: 13.39
Engine: Steam engine of 2 HP
Date stranded: 17 June 1888
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
Marshall (2001) states that the Little Perseverance 
was built by Kennedy & Son, Melbourne, in 
1881, and in that year it was entered in the 
Register of British Ships at Fremantle as an 
open wooden boat. It was carvel built with 
a square stern and one mast with a lug rig, 
and was powered by a 2 HP steam engine. 
This vessel, (registration No. 75309), had the 
dimensions given above and the owner is stated 
to be William Douglas of Albany. However, the 
entry was then cancelled with the remark ‘Not 
to be registered’ (Marshall, 2001: 203).

At that time Douglas owned an open steam 
launch of about that size, but this was known only 
as Perseverance, so it is possible that the ‘Little’ 
part of the name was dropped. The Albany 
Historical Society has a photograph dated 1912 
of Perseverance. It shows an open boat of the right 

length, and with a square stern. This boat is 
clearly clinker built. It has a great many people 
on board, obviously on a pleasure trip, a work for 
which Douglas’s Perseverance was often used. From 
the photo it may be seen that at some time the 
steam engine had been replaced by an internal 
combustion engine. There is also a photograph in 
Marshall (2001: 205) which clearly shows a clinker 
built Perseverance, again with many people on a 
pleasure trip. It appears that the original entry in 
the Register of Shipping was incorrect in stating 
that the vessel was carvel built.

THE STRANDING
On 17 June 1888 Perseverance parted its cable 
during heavy weather and was blown ashore in 
Princess Royal Harbour.

INITIAL SALVAGE
The Perseverance was salvaged, and soon after 
converted by the owner to ketch rig with the 
intention of using the vessel for sealing.

The Perseverance was subsequently sold by 
Douglas to the Hannett brothers, who had 
leased some of the Eastern Group islands in 
the Archipelago of the Recherche to stock 
with sheep. On 24 August 1895 a gale blew 
Perseverance, now owned by F. Kelsh, away from 
its mooring at Esperance and on to the beach 
five miles to the eastward. As there is no further 
record of the ketch it is probable that it was 
wrecked at that time.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
On 26 May 1885 in Princess Royal Harbour 

Perseverance was used to rescue a senior midshipman 
named Johnson, whose sailing boat had capsized 
during a squall. The boat and two crewmen were 
off HMS Opal (see entry). Johnson’s companion, 
J.H. Beattie, was drowned in the accident.

Many Albany people, along with summer 
visitors from the goldfields, must have enjoyed 
trips around the harbour and up the Kalgan 
River in Perseverance. By today’s standards on 
these trips it was severely overloaded!

After conversion to a ketch, a trial sail 
was carried out on 24 October 1890. Almost 
immediately Douglas, with a party of men 
including John Hayes, Barr, Frank Annandale 
(also referred to as Hannandale) and Turner, 
left in Perseverance on a voyage to the islands 
east of Albany, intending to go as far as Eucla to 
hunt seals. However, after only a few days during 
which they caught 69 seals, Hayes was accidentally 
shot in the neck by Annandale, and died from 
the wound. The Perseverance took his body to 
Esperance, arriving there in the early morning of 
5 November. That evening an inquest was held 
before G.H. Bostock, J.P., who returned a verdict 
of accidental death. Despite this early set back 
Perseverance made a number of profitable sealing 
voyages during the following few years.
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Perseverance (1881–1888)
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Official Number: 106158
Port of Building: Berry’s Bay, NSW
Year built: 1897
Port of Registration: Fremantle
Rig Type: Steamer, cutter-rigged
Hull: Wood
Length: 75.0 ft (22.86 m)
Breadth: 18.6 ft (5.67 m)
Depth: 8.4 ft (2.56 m)
Tonnage: 54.29 gross, 36.92 net, 

52.84 under deck
Engine: 2-cylinder compound 

steam engine of 25 NHP 
& 250 IHP

Date lost: 19 March 1918
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
The Bruce was built by Ernest and Charles 
Dunn at Berry’s Bay on the north shore of 
Sydney Harbour. The steamer was cutter-rigged 
having one deck, three bulkheads, an elliptical 
stern and a billet head. The engine by Moss 
& Duncan of Govan, Scotland, produced 25 
nominal horsepower and was fed steam from 
a steel boiler operating at 120 lbs/sq. in.

The first owner of The Bruce was John 
Frederick Tasman Hassell of Albany, and it was 
registered at Fremantle (No. 5/1898). On 1 
July 1898 it was sold to Alexander Armstrong, 
also of Albany. It was subsequently sold to 
the Alexander Armstrongs (snr and jnr) 
and George Waters, as joint owners. When 

Armstrong (snr) died on 21 October 1901 his 
son and Waters became joint owners. In 1918 
the vessel was valued at £2 500 although insured 
for only £1 500. At this time the master was G. 
Robeson.

THE LOSS
The Bruce was moored alongside the hulk 
Margaret at the Town Jetty when soon after 
8.00 p.m. the tug caught fire. The alarm was 
raised, but it was nearly half an hour before 
the fire brigade reached the scene. Flames 
burned through the mooring lines and the 
tug drifted out from the jetty, making the 
firemen’s efforts fruitless as the hoses could 
not reach the burning vessel. The tug Awhina 
stood by to prevent The Bruce from drifting and 
doing damage to other vessels. Eventually the 
still burning vessel was towed to the shallow 
water on the east side of the municipal baths, 
‘and there at 10 o’clock she was still a ball of 
fire, although all fittings above the water-line 
had disappeared’ (Albany Advertiser, 20 March 
1918: 3b).

SITE LOCATION
What little remains of The Bruce is buried under 
reclaimed land now covered by modern port 
developments.

INITIAL SALVAGE
N. Pannet stated in 1991 that his father had 
demolished The Bruce using explosives in order 
to recover brass fittings. Much of the resultant 
debris was then taken away from the site. The 
boiler and funnel from The Bruce were recovered 

and used on the steamer Silver Star. The engine 
appears to have been left on the beach, but the 
propeller was salvaged and later sold.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The Bruce was a very well-known vessel along 
the south coast of Western Australia. It is 
particularly associated with the Armstrong 
family who had it in service for 20 years. It was 
used as a tug, and when not required for this 
duty took passengers on excursions.

The versatile tug was also used in a fire 
fighting capacity when the steamer Janus was 
brought into the harbour with its cargo and 
deck on fire (see entry).
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Rig Type: Surf-boat
Hull: Wood
Date lost: 20 September 1928
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
Surf-boats were open boats used to transport 
cargo and people between a ship and the shore.
They were designed to withstand launching and 
landing through surf, and were used in open 
anchorages where little shelter from ocean 
swells existed. Many of them were based on the 
lines of a whale-boat, and would have been of a 
similar length, that is 8 or 9 metres. Most would 
have been locally built, and propelled by oars.

In early September 1928 the Moor Line Ltd 
steamer Castlemoor arrived at Albany on fire (see 
entry). The fires were fought over a number 
of days until eventually extinguished. On 17 
September the steamer was taken alongside the 
Deepwater Jetty. A diver from Fremantle, James 
E. ‘Jimmy’ Ball, examined the hull underwater 
on two days, 19 and 20 September.

THE LOSS
A Perth newspaper reported that the port 
was ‘in the throes of violent equinoctial gales, 
which at times attained a velocity of 80 miles 
per hour’ (West Australian, 22 September 1928: 
20g). Ball had been working from a surf-boat, 
and during the night of 20 September this was 
smashed against the jetty by the seas and sank. 

Besides losing the boat, ‘two diving suits and 
other gear was lost in 31 ft [9.5 m] of water’ 
(West Australian, 22 September 1928). The 
‘other gear’ may have referred to the air pump, 
essential for any diver in the full hard-hat diving 
outfit of that time.

INITIAL SALVAGE
The diving gear was not recovered:

A strong sea running would probably carry the 
suits through the channel, but a search made of the 
beaches and coast in the vicinity revealed no trace. 
As no other gear was on hand, Mr Ball could make 
no investigation below water. His loss is a heavy one 
(Albany Advertiser, 22 September 1928: 4f).

The boat itself was described as ‘old’, and if 
badly smashed was most likely considered not 
worth salvaging.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The surf-boat was used in the underwater 
survey by Ball of the steamer Castlemoor after 
its spectacular fire.
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Unnamed surf-boat (1928)
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Figure 57.  Jimmy 
Ball lost all his 
diving gear when 
the surf-boat 
foundered. Photo: 
Google.
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Official Number: 89406
Port of Building: East Boston, USA
Year built: 1855
Port of Registration: Port Adelaide
Rig Type: Ship (hulk)
Hull: Wood
Length: 185.5 ft (56.54 m)
Breadth: 37.3 ft (11.37 m)
Depth: 25.7 ft (7.83 m)
Tonnage: 1 356.49 gross, 1 239.03 

underdeck
Date lost: 13 October 1902.
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3 & 8

THE VESSEL
The Zephyr was built by Daniel D, Kelley, a 
shipwright, dry dock operator and ship owner 
of East Boston. Built of oak and either yellow 
or pitch pine, the ship was iron and copper 
fastened and had two decks, a round stern and a 
billet head. It was registered at New Orleans on 
23 November 1865, presumably as the result of 
a sale to someone from that port. The owners 
prior to 17 October 1867 are not known, but 
on that date it was sold to three men, Francis 
Curtis, Francis Peabody and Endicut Peabody, 
all of Boston, and registered there as No. 
202/1867. Each man had a one-third share in 
the ship. Over the following years ownership 
changed hands a number of times, and by 1882 
Zephyr was owned by John Zittlesen, Henry P. 
Booth and Frederick Spengel (called Springall 

in some reports), and was registered in New 
York. Spengel was also the master.

The Zephyr sailed from Chatham, New 
Brunswick, Canada, under the command of 
Captain Spengel with a cargo of sawn softwood 
timber, and arrived at Port Adelaide on 24 
December 1883.

In early 1884 Zephyr was seized by the Vice-
Admiralty Court of South Australia for a debt of 
£35 19s 0d owing to the Port Adelaide Steamtug 
Company (Limited). This amount was for 
towage by the tug Yatala from Semaphore 
Anchorage in to Port Adelaide. The hearing 
was before the Chief Justice of South Australia, 
and an order for the sale of the ship was made 
on 14 March 1884. On 9 April 1884 a notice was 
placed in an Adelaide newspaper announcing 
that an auction of the Zephyr ‘with her tackle, 
apparel, and furniture’ would be held at noon 
the following day (South Australian Register, 
9 April 1884: 8e). The purchaser was The 
Adelaide Steamship Company, who registered 
it at Port Adelaide (No. 13/1884).

The Zephyr was slipped on Fletcher’s Slip 
and re-sheathed, then anchored in the Port 
Adelaide River while the company advertised 
for a master mariner to sail it to Albany. This 
took some weeks to arrange. As Zephyr was 
to take a cargo of coal to Albany, there was 
also a delay while the steamer Cintra brought 
1 700 tons of coal from Newcastle, NSW. The 
Cintra arrived on 21 July, and after the coal 
was transhipped Zephyr sailed for Albany on 24 
July, arriving there on 15 August 1884 having 
encountered severe weather which blew out 

two topsails during the voyage. On arrival at 
Albany it was stripped to a hulk.

THE LOSS
In October 1902 at the end of its useful life 
Zephyr was beached and abandoned on the 
foreshore at Albany. The registration was closed 

Zephyr (1854–1902)
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in June 1903 with the notation ‘Broken up at 
Albany, WA’.

SITE LOCATION
The site of the wreck of Zephyr is not known, 
but the remains are believed to lie under land 
reclaimed for modern port development.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
On arrival at Adelaide an American seaman 
on board Zephyr, Rudolph Dedricks, was taken 
to Adelaide hospital with serious injuries. He 
made what a newspaper described as ‘certain 
charges against one of the officers of the vessel’ 
(South Australian Advertiser, 9 January 1884: 4g 
& 5a). As a result the American Consul, J.W. 
Smith, commenced enquiries, only to find that 
the Adelaide city coroner had already been to 
the hospital and taken a dying deposition from 
Dedricks. Smith was annoyed by this action 
stating that:

…it was the special duty of the representative of the 
American Government to make an enquiry, and apart 
from the question of the illegality of the ‘extraordinary 
proceedings’ of the coroner, he (the consul) ‘looks upon 
them as an unwarrantable interference, and cannot 
refrain from describing them as officious’ (South 
Australian Advertiser, 9 January 1884).

The inquiry into the injuries suffered by 
Rudolph Dedricks of Zephyr highlights the 
difficulties often faced when an incident 
involving foreign seamen was reported to 
authorities in Australia.

REPRESENTATIVE (8) 
The Zephyr is representative of the many 
coal hulks stationed at ports on the Western 
Australian coast.
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Figure 59.  Lines 
drawing of the 
Zephyr. Illustration: 
Robert T. Sexton.
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Rig Type: Steam launch
Hull: Wood
Tonnage: 10
Engine: 8 HP
Date lost: c. 1910
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
The Loch Lomond was a steam launch purchased 
in early 1883 by Armstrong and Waters. As 
the vessel was not registered little is known 
regarding its specifications, however old 
photographs show it as having an elliptical 
stern. It was used as a tug and also to carry 
passengers to and from mail steamers. The Loch 
Lomond was licensed to carry 10 tons of cargo 
or 40 passengers. In October 1884 the launch 
underwent a refit:

Mr Alex Armstrong has improved his steam launch, 
Loch Lomond. The hull of the boat has been raised 
two feet all round and her sides thrown out about 
twelve inches, her engine and boiler moved three feet 
further forward, making more room aft for passengers 
and doing away with the fore cabin. Her additions do 
not diminish her speed but made her more seaworthy 
and will carry 50 passengers. The stern compartment 
is being roofed over and canvas sides are being added 
to give protection in all weathers. The shipwrights 
work has been performed by Henry Russell in a most 
satisfactory [manner?] at Oyster Harbour, where she 
has been laid up for the past couple of weeks. She will 
soon be ready to return to her harbour duties (Albany 

Mail, 14 October 1884 quoted in Dickson, 2012: 
129-130).

When not on these duties it was used for 
picnic excursions and fishing trips. Sometimes, 
as a tug, it was used in conjunction with 
Perseverance owned by the Douglas family. The 
vessels were of a similar size.

THE LOSS
There are no details of the loss of Loch Lomond. A 
photograph taken in 1912 shows the vessel partly 
stripped and lying on the rocks on the foreshore 
below Lawley Park, in front of Armstrong 
and Waters’ storage shed. The boiler was not 
removed, as it was known to lie half buried in 
the sand some three years later. The launch may 
have just outlived its usefulness, been stripped 
of anything of value and abandoned.

SITE LOCATION
The remains of Loch Lomond lie buried beneath 
the landfill associated with the modern 
development of the port.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The Loch Lomond was well known in Albany, 
being one of the general purpose vessels used 
in the harbour during the late 19th and early 
20th centuries.
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Loch Lomond (?–c. 1910)
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Figure 60.  A 
painting of Loch 
Lomond showing 
it battling a gale on 
17 January 1902. 
Illustration: George 
Bourne (artist), 
MHA Collection.
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Port of Building: Calcutta
Year built: 1808
Rig Type: Ship (hulk)
Hull: Wood
Length: 129.0 ft (39.32 m)
Breadth: 35.0 ft (10.67 m)
Depth: 23.0 ft (7.01 m)
Tonnage: 701
Date lost: September 1876
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of the 
Maritime Archaeology Act 
1973

Significance criteria: 1, 4, 6, 7 & 8

THE VESSEL
The Larkins was built of teak by Hudson, 
Bacon and Co. in Calcutta and launched as 
the Louisa. Copper fastened and sheathed, 
it was ship-rigged with two decks, a poop, a 
square stern and quarter galleries. The height 
between decks was 6.5 feet (1.98 m), which was 
unusually generous for those times. Armed with 
12 guns, it carried a crew of 50 men. It was built 
on speculation and then sailed to England.

In 1809 the Louisa was bought by John 
Pascall Larkins. He renamed it Larkins after 
his nephew, Captain Thomas Larkins, who 
was in command of the Honourable East 
India Company’s ship Warren Hastings when in 
February 1805 it fought a gallant but hopeless 

action against the 50-gun French frigate La 
Piemontaise. It would probably have been in 
1809 that the male warrior figurehead was 
carved and fitted. Larkins chartered the Larkins 
to the Honourable East India Company, and 
it made its first voyage to the east (Bengal 
and Penang) departing on 9 June 1810. It 
subsequently made many voyages under charter 
to that company. In 1822 the ship was sold to 
a relative, W. Larkins, who also chartered it to 
the Honourable East India Company.

The Larkins made three voyages as a convict 
transport to Australia in 1817, 1829 and 1831. 
The latter two were under new ownership as 
Larkins had been sold in 1827 to Joseph Somes 
of London. In 1837 it was again sold, this time 
to Ingram and Co., also of London. In 1842 
that firm sold the ship to Haverside and Co., 
who, in January 1853, sold it to the Peninsular 
and Orient Steam Navigation Company (P&O). 
They bought the ship for use as a coal hulk to 
be based at their coaling depot at Albany.

On 24 March 1853 Larkins sailed under the 
command of Captain Hederstedt, first mate 
H.M. Thomas and a crew of 41. It departed 
from Blackwall on the River Thames for Albany 
with a cargo of 1 000 tons of coal, stores plus 
15 cabin and five steerage passengers, arriving 
on 11 July. On arrival the ship was moored in 
Princess Royal Harbour and stripped to a hulk, 
which also involved the removal of the upper 
masts. The first of many coal hulks in Albany, it 
was moored using chain fore and aft some 400 
m out from the company’s depot on the shore 
below Lawley Park. In early 1855 when P&O 

ceased its steamer service from Singapore to 
Sydney, Larkins was left idling at anchor.

With the end of the Crimean War tenders 
for the mail service to Australia were sought. 
The P&O tender was beaten by that from the 
European and Columbian Steam Navigation 
Company, which then changed its name to 

Larkins formerly Louisa (1808–1876)
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Figure 61.  The 
Larkins’ figurehead 
may still be seen 
in the Western 
Australian 
Museum, Albany. 
Illustration: Jill 
Worsley.
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European and Australian Royal Mail Co. 
Ltd. The Larkins, along with P&O’s stock of 
coal was sold to that company in 1857. The 
following year the European and Australian 
Royal Mail Co. Ltd collapsed, the Admiralty 
once more called for tenders for the mail 
service, and P&O were the successful bidders. 
Larkins then reverted back to their ownership. 
Over the next 18 years the hulk gradually 
deteriorated. On a number of occasions the 
harbour-master, Captain George T. Butcher, 
reported unfavourably on the decayed state 
of the ship’s old timbers. After a survey by 
captains Butcher, J.G. Lapham (American 
whaling barque Canton), Smith (brig Obelia) 
and P&O’s shipwright J.W. Howe, Larkins was 
cut down to only one deck, and some repairs 
were also carried out.

THE LOSS
The Larkins was sold for demolition on 8 
September 1876, and supposedly broken up 
on the shore near the P&O coaling depot. At 
that time the harbour master at Albany was 
anxious that nothing should remain of the old 
East Indiaman, and instructed:

…every portion of her must be removed above high 
water mark at as early date as possible (quoted in 
Wolfe, 1998).

However, a Public Works Department plan 
dated 1897 shows the abandoned P&O coaling 
jetty with a wreck, burnt to the waterline, marked 
in a position immediately west of the jetty. This 
may possibly be the remains of Larkins.

INITIAL SALVAGE
The sale of Larkins for demolition is said to 
have made a profit of £1 014 for P&O. It is 
not known who purchased the hulk, but when 
it was broken up some of the teak timber was 
used by a resident of Albany as house flooring. 
When the house was later demolished some of 
this teak was sold to the well-known yachtsman 
Rolly Tasker, and used in the construction of 
one of his yachts.

The figurehead from Larkins is the oldest 
in Australia, and is on display at the Albany 
Residency Museum.

SITE LOCATION
There is no visible evidence of Larkins. The 
area where it was supposedly broken up has 
been substantially altered by modern harbour 
development.

In 1998 Adam Wolfe carried out very 
detailed research resulting in the location of 
the timber remains of a vessel now covered 
by reclaimed land within the Albany Port 
Authority grounds. This position coincides with 
the wreck marked on the 1897 PWD plan. Test 
holes produced timber samples which were 
analysed by Dr Ian Godfrey of the Department 
of Materials Conservation, Western Australian 
Museum. The various samples were of a 
number of different timbers including beech, 
white oak, jarrah and a hard pine of the pitch 
pine family. Pitch pine is indigenous to a 
number of countries, including India. The 
Larkins underwent many repairs over its very 
long life. The replacement timbers would have 

included those from Europe, North America, 
and Western Australia though it had been 
originally built from Indian timbers including 
teak.

It is quite possible that, despite Captain 
Butcher’s instructions, much of the lower 
part of the hull of Larkins was not broken up, 
but remained to be later covered in harbour 
expansions.

SITE DESCRIPTION
The site of the wreck that may be the remains 
of Larkins lies under many feet of land fill, 
bows towards the sea. There is currently no 
indication of how much of the vessel is buried.

EXCAVATION AND ARTEFACTS
The timber samples taken by Adam Wolfe are 
currently the only clue as to the identity of 
this wreck.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Larkins is a tangible link with the 
Honourable East India Company, one of the 
most powerful companies in the world during 
the 18th and 19th centuries.

The Larkins was used to announce to the 
town the arrival of an incoming ship. The 
keeper of the lighthouse on Breaksea Island 
was the first to see arriving ships, and used a 
flagstaff with cross-bar to signal their arrival. 
This signal would be repeated on Larkins, which 
would also fire a 6-pounder cannon or, if it was 
at night, fire a blue flare and a rocket to alert 
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the town. If the vessel was a P&O steamer, two 
bullocks were killed to provide fresh meat. Any 
meat left over after the visiting ship had filled 
its requirements was offered for sale to the 
Albany population.

A number of incidents involving vessels 
carrying passengers or crew with infectious 
diseases produced a call for quarantine facilities 
at the port. For example in February 1853 
the Sir William Molesworth ran aground near 
the entrance to Princess Royal Harbour (see 
entry). En route Glasgow to Melbourne, 14 of 
the 220 passengers had died of scarlet fever 
while another six had died of other diseases. 
No contact was allowed with Albany apart from 
a little food supplied to the ship, which was 
quickly sent on its way. The visit of the R.M.S. 
Salsette in 1860 resulted in three of the Albany 
population coming down with scarlet fever. 
As there was no place to quarantine anyone 
the suggestion was made that Larkins should 
in future be used as a lazarette to quarantine 
passengers with contagious diseases. It was 
so used in March 1865 when a girl passenger 
aboard the R.M.S. Bombay spent 21 days on the 
hulk recovering from scarlet fever. The lack of 
a suitable place for isolating infected people 
finally resulted in the building of a quarantine 
station at Geake Point in late 1874.

The Larkins is the oldest ship ever to have 
worn the flag of the P&O Company.
SOCIAL (3)
The first mate on Larkins when it arrived at 
Albany in 1853 was Hugh Mercer Thomas, 
who became superintendent of the P&O 

Company’s operations at Albany until 1864. He 
then accepted the position of Clerk of Courts, 
a position he held until his retirement in 1898.
ARCHAEOLOGICAL (4)
The Larkins is of archaeological importance, 
being an example of a wooden East Indiaman 
built very early in the 19th century. This was 
later than the Battle of Trafalgar but before 
Waterloo. The remains may therefore provide 
information on ship construction practices of 
this period.
INTERPRETIVE (6)
The remains of Larkins may provide potential 
for public education through on-site signage. 
Its history covers a wide area of interest: The 
Honourable East India Company, the transport 
of convicts to Australia and the use of coal 
hulks.
RARE (7)
The Larkins is a rare example of an East 
Indiaman, built in India and sailed to many 
ports around the world. ‘For more than two 
centuries these stately, magnificent ships were 
generally acknowledged to be the lords of the 
ocean’ (Kemp, 1976: 281). The wreck is also 
rare as an example of a vessel which made 
voyages to Australia carrying convicts during 
the first half of the 19th century.
REPRESENTATIVE (8) 
The Larkins is representative of the many 
wooden coal hulks used for decades at Albany, 
and which have now all been sunk or burnt.
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Official Number: 29995
Port of Building: Gävle, Sweden
Year built: 1857
Port of Registration: Liverpool
Rig Type: Ship
Hull: Wood
Length: 201.4 ft (61.39 m)
Breadth: 32.7 ft (9.97 m)
Depth: 7.5 ft (2.29 m)
Tonnage: 800 gross, 647.56 net
Port from: Probably Newcastle, 

NSW
Port to: Albany
Date stranded: 28 September 1867 
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
There is some confusion regarding the various 
names given to this vessel, and the years in 
which these name changes occurred. The 
Don Juan was originally launched in 1857 as 
Daniel Elfstrand Pehrsson, built by Lars Augustin 
Bang and owned by Daniel Elfstrand & Co. 
Under this name it arrived at Melbourne on 
28 November 1857. In 1866 it was registered 
as Don Juan, a British vessel, at Liverpool (No. 
12/1866), having been bought from foreign 
owners as Eleisa Subereuseaux (Watt, 1962) or 
Elcira Subercaseaux <http://homepages.ihug.
co.nz/~j_lowe/C12Aunknownorigin.htm>. 
In 1868 it was re-registered as Don Juan at 
Liverpool (No. 167/1868), but later that year 

it suffered damage rounding Cape Horn and 
was sold at Valparaiso. There it was re-named 
Rosalia, and under this name it arrived in New 
Zealand from San Francisco in 1872. It was then 
sold to George Clark, who owned it until 1875 
when it became the property of Charles Clark. 
He registered the ship under the previous 
name of Don Juan at Dunedin (No. 11/1875). 
In 1876 it was bought by a consortium of New 
Zealand businessmen, and in 1878 sold by 
them to the Union Steamship Company of New 
Zealand Ltd. The company used it as a hulk, 
and it was condemned and broken up at Port 
Chalmers about 1902.

The Don Juan arrived in Princess Royal 
Harbour on 30 July 1867 with a cargo of coal 
for the P&O Company (S.A. Advertiser, 9 Aug 
1867: 2a). It was preparing to depart the port 
on 28 September 1867.

THE STRANDING
There is further doubt as to exactly what 
sequence of events lead to the stranding on 
‘the North bank’ (Inquirer, 23 October 1867: 
1f) of the ship Don Juan. Prior to the ship going 
aground it had fouled the P&O Company’s 
hulks Larkins and Kingfisher. The master of the 
Don Juan claimed he was not on board at the 

Don Juan formerly Daniel Elfstrand Perhsson (1857–1867)
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Figure 62.  Don 
Juan as a hulk (left) 
at Port Chalmers, 
New Zealand. 
Photo: State Library 
of Victoria.

Worsley3Final.indd   103 14/04/2015   2:18 pm



time, but had made it clear to the pilot, William 
Pretious, that he was not to get the vessel under 
way until he had returned.

The first mate declared the pilot had ordered the anchor 
to be tripped, and the jibs and the spanker to be loosed, 
and that when it was reported to him the anchor was 
off the ground, he desired them to be hoisted. The 
boatswain’s statements were much the same, with the 
addition that the pilot kept on saying ‘heave away, 
heave away.’
Mr Pretious declared that as he was a ‘living sinner’ 
it was not true, and that he had never intended to get 
the ship underweigh [sic] – that he found she was 
drifting on to the Larkins, and that he then ordered 
the jib to be hoisted – that he did not let his anchor go 
when he fouled the hulk because he would have swung 
on to the Kingfisher, and that he would have got the 
ship off next day if the Agent of the P. & O. Company 
had not ordered a hawser to be cast off from the hulk, 
by means of which he intended to haul the Don Juan 
off (Perth Gazette, 18 October 1867: 3b).

INQUIRY
A Court of Inquiry was held on 4 October 1867 
before the Resident Magistrate, Sir Alexander 
Cockburn-Campbell. In addition to the 
captain, first mate, boatswain of Don Juan and 
William Pretious, the Lloyd’s agent Mr Hassell 
(probably Albert Young Hassell), the P&O 
Company’s agent William Carmalt Clifton and 
Captain Thomas Symers (presumably acting as 
nautical advisor) were also in court. 

The Perth Gazette went on to report that:

The Water Police were on board the Don Juan, and 
the boatswain in charge of the Larkins was on the 
forecastle of his vessel, but they were not examined, 
although their evidence might have thrown some light 
upon the strangely conflicting accounts of the first 
mate, boatswain, and pilot, neither were any enquiries 
made of the P. & O. Company’s Agent on Mr. Pretious’ 
statement with respect to the hawser, or the distance 
between the Larkins and Kingfisher.

The outcome of this inquiry is not known.

INITIAL SALVAGE
The Don Juan was eventually hove off the 
sandbank, but a heavy squall blew the ship 
back, and it stranded again at the same place, 
bumping hard on the sea bed several times. It 
was finally got off the bank and afloat during 
the evening of 8 October 1867, ten days after 
stranding. The Albany Police Occurrence 
Book quoted in Dickson (2012: 57) stated that 
the bottom of the ship was slightly damaged, 
resulting in the vessel having to remain in 
harbour for another three weeks until made 
fit to sail.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
In 1872 as the Rosalia, the Don Juan brought 400 
Chinese labourers packed together below decks 
to South America. Conditions aboard were 
horrendous, and the ship arrived at Callao with 
64 of the labourers dead. This was a notorious 
voyage due to the high proportion of deaths 
which had occurred. The vessel was sold in 
New Zealand shortly afterwards and the name 

reverted to Don Juan, possibly to disassociate it 
from its previous notoriety.
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Port of Building: Perth
Year built: 1834
Port of Registration: Fremantle
Rig Type: Dandy
Hull: Wood
Length: 38.0 ft (11.58 m)
Breadth: 10.63 ft (3.24 m)
Depth: 5.63 ft (1.72 m)
Tonnage: 23
Port from: Fremantle
Port to: Sydney
Date stranded: Early February 1835
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1 & 3

THE VESSEL
The Isabella was brought from England in frame 
and assembled in Perth, and subsequently 
registered as No. 3/1834 at Fremantle. 
Although registered as a dandy and having two 
masts, the newspaper refers to it as a cutter. 
It had one deck and a square stern, and was 
owned by David Dring who intended it for 
cargo carrying between Perth and Fremantle, 
and to unload ships in Gage Roads. Because it 
was necessary to clear the bar at the mouth of 
the Swan River and negotiate river shallows, it 
had a flat bottom and a very shallow draught 
of only 4 feet (1.22 m) when fully laden. As 
there were no anchors or cables available 
of a size suitable for the Isabella, the captain 
obtained a badly corroded anchor and chain 
cable which had been lying for some years in 

the sand. These were designed for a vessel of 
about 250 tons, and therefore far bigger than 
was required by the Isabella, which was only 
lightly built. 

On 24 December 1834 the Isabella under 
the command of David Dring with a crew of six 
and two passengers, R.H. Mudie and Jackson, 
departed Fremantle for Sydney via Albany and 
other southern ports. According to a Perth 
newspaper, the purpose of the voyage was to go 
sealing. However, it is possible that Dring had 
already sold the Isabella and this was a delivery 
voyage, as he returned to Western Australia on 

the Tim, arriving at Fremantle on 4 December 
1835. Dring certainly did sell the Isabella, as it 
was subsequently registered at Sydney in 1835 
(No.7/1835) to John Jenkins Peacock, timber 
merchant. Sealing, carried out at a number of 
different bays and islands along the south coast, 
may have been to ensure the voyage itself was 
a profitable one.

THE STRANDING
On arrival at Albany Dring was ‘obliged to 
anchor in an exposed situation’ (R.H. Mudie 
quoted in Berryman, 2002: 277) and during the 

Isabella (1834–1835)
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Figure 63.  Drawing 
of the dandy 
Isabella. 
Illustration: Ross 
Shardlow.
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night the flukes broke off the large old anchor. 
This happened at a time of high water, and the 
Isabella washed up onto a flat rock. When the 
crew woke in the morning, they found that the 
tide had gone out leaving their vessel stranded 
some 200 metres from the sea.

INITIAL SALVAGE
No damage was done to the Isabella, and with 
the returning tide the crew went over the side 
and pushed the dandy off the rock into deeper 
water. It departed for Sydney on 11 February 
1835 without an anchor, as they had not been 
able to either repair or replace it in Albany. The 
vessel arrived in Sydney on 2 April after a very 
hard voyage during which it ran aground again, 
and the crew and passengers ran short of food.

It is worth noting that during the voyage 
eastwards from Albany an attempt was made 
to anchor the Isabella in the lee of Mondrain 
Island, south-east of Cape Le Grand, using just 
the heavy anchor chain as they no longer had 
an anchor. However all 90 fathoms (165 m) of 
chain ran out without touching bottom. This 
pulled the bow down, leaving the stern sticking 
up out of the water. It later took the crew 36 
hours to haul all of it back on board.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
David Dring later became master of the 
colonial schooner Champion.
SOCIAL (3)
The total provisions on board the Isabella for 
the nine men when they departed Albany on 

an anticipated voyage of six weeks to Sydney, 
consisted of 40 lbs (18 kg) of beef, 8 lbs (3.6 kg) 
of pork, 200 lbs (91 kg) of flour, 50 lbs (22.7 
kg) of sugar, 2 lbs (0.9 kg) of tea and about 20 
lbs (9kg) of rice (Berryman, 2002: 278).

After running before a south-west gale 
the Isabella anchored in the shelter of Goose 
Island Bay. Here they took in about four tons 
of salt from the lake on Middle Island. It is not 
known whether this was to preserve seal skins 
or for later sale, but it was used to salt penguins 
that were caught to supplement their rapidly 
dwindling provisions. ‘They are wretched, 
oily, fishy things, and any thing but fit for an 
hungry man; quite uneatable’ (R.H. Mudie 
quoted in Berryman, 2002: 282). All the beef 
and pork had been eaten only ten days after 
leaving Albany.

By 5 March, 200 miles from Tasmania, they 
were again reduced to very meagre rations and 
considered heading for Portland Bay, a whaling 
station and the closest settlement where they 
could obtain food. However, Portland Bay:

…was almost certain destruction, having no shelter, 
and we were minus an anchor. As it was, however, 
the only place we had any chance of fetching with this 
wind, we put her on the other tack, and stood for it, as 
to be wrecked into a good kitchen was much better than 
starving at sea ( R.H. Mudie quoted in Berryman, 
2002: 281).

As they approached Bass Strait their daily 
rations were cut to half a pound of flour and 
half a penguin each. Their provisions finally 
ran out as they sighted Cape Grim, north-west 

Tasmania. Some 30 miles sailing along the 
coast brought them to the Van Diemen’s Land 
Company establishment at Circular Head, now 
the town of Stanley, where they obtained much 
needed fresh food.

REFERENCES
Berryman, I., (ed.), 2002, Swan River Letters, Volume 1. 

Swan River Press, Glengarry, WA.
Parsons, R., 1980, Australian Shipowners and Their Fleets, 

Book Six. Self published, Magill, South Australia.
Parsons, R., 1983, Details of Ships Registered in Australia 

and New Zealand Ports before 1850, Part One A–J. 
Self published, Magill, South Australia.

The Perth Gazette, and Western Australian Journal, 27 
December 1834: 414b.

106  Historic Shipping in Western Australia

Worsley3Final.indd   106 14/04/2015   2:18 pm



Official Number: 88940
Port of Building: Williamstown, Victoria
Year built: 1886
Port of Registration: Fremantle
Rig Type: Steam tug
Hull: Wood
Length: 61 ft (18.6 m)
Breadth: 14.7 ft (4.48 m)
Depth: 5.6 ft (1.71 m)
Tonnage: 24.77 gross, 12.97 net
Engine: Single cylinder steam 

engine of 14 NHP
Date lost: c. 1911
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
The Jessie was built by W. Wray at Williamstown, 
Victoria, with clinker planking, one deck, a 
straight stem and a round stern. The engine 
was also built at Williamstown, but by George 
Laker or possibly Saker, and had a 14 in (35.56 
cm) bore with a 14 in (35.56 cm) stroke, and 
was fed by a vertical boiler. Originally registered 
at Melbourne in 1886 (No. 8/1886), the tug 
was sold to William Douglas of Albany during 
that year. Under the command of Captain 
McLaughton the steamer departed Melbourne 
for Albany on its delivery voyage on 18 
September 1886. In July 1890 Douglas sold the 
tug to T. Place, also of Albany. On 5 November 
1890 Place and another man were going out to 
Jessie when the small boat they were in capsized. 

The two men were rescued by a boat from the 
schooner Ariel. Place subsequently sold the 
tug to Armstrong & Waters on 29 April 1892. 
It was at this time that Jessie was registered at 
Fremantle (No. 2/1892). On 1 April 1910 Jessie 
broke its moorings in Princess Royal Harbour 
and drifted ashore, causing damage estimated 
at £1 500.

THE LOSS
Some time, probably in 1911, Jessie was 
abandoned in the shallow water off Lawley 
Park in Princess Royal Harbour. Indications 
are that little was stripped off the vessel before 
it was abandoned, as Howard L. Hartman has 
stated that (initially at least) the engine and 
boiler were left on board. A photograph dated 
about 1912 in Marshall (2001: 179) shows Jessie 
ashore with the funnel clearly visible, so at that 
time the boiler was still in place.

SITE LOCATION
The remains of Jessie have now been covered 
by port development below Lawley Park in 
Princess Royal Harbour.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The Jessie was well known in Albany, being 
one of the general purpose vessels used in the 
harbour during the late 19th and early 20th 
centuries. In 1889 Jessie towed in to harbour 
the badly damaged barque Saint Lawrence (see 
entry).
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Figure 64.  A 1906 
illustration by C.J. 
Batelier showing 
the tug Jessie lying 
astern of the steamer 
Ferret. Illustration: 
MHA Collection.
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Port of Building: Plymouth, UK
Year built: 1822
Rig Type: Cutter
Hull: Wood
Length: 71.0 ft (21.64 m)
Breadth: 23.5 ft (7.16 m)
Tonnage: 161
Port from: Fremantle
Port to: Albany
Date stranded: 16 November 1843
Location: Princess Royal Harbour
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
HMS Bramble was built as a 10-gun cutter at 
the Royal Navy Dockyard at Plymouth, being 
launched in April 1822. It was converted for 
survey work in early 1842. It may have had 
its rig altered to that of a schooner during 
these modifications. It was to act as tender 
to the brig-sloop HMS Fly, carrying out 
surveys in Australia. The two vessels departed 
Portsmouth on 8 April 1842 for Port Jackson, 
arriving on 15 October. Bramble was under the 
command of Lieutenant Charles Bampfield 
Yule. The vessels then spent nine months 
surveying Torres Strait and were heading for 
Sydney via Fremantle, Albany and Hobart. 
HMS Fly arrived at Fremantle in early October 
while Bramble entered the port a couple of 
days later. Bramble sailed out of Fremantle for 
Albany on 12 November 1843.

THE STRANDING
HMS Bramble arrived at King George Sound 
on Thursday 16 November 1843. As there was 
a strong wind blowing it was necessary to beat 
into Princess Royal Harbour. A letter dated 18 
November 1843 from one of the ship’s officers 
published in a Perth newspaper reported:

We were succeeding, but most unfortunately the wind 
lulled on the last tack, and the vessel’s canvas being 
reduced, she had not sufficient way and missed stays. 
The wind was dead in our teeth, a current of three 
knots against us, and not room to wear or make more 
sail, we went on a rock at the edge of the shoal, and so 
remained. The wind increased to a hurricane, such as 
I have never seen, and there we were helplessly breaking 
against the rock till yesterday evening, when in one 
of the most furious gusts, she went nearly over on her 
beam ends, and while the shrouds and everything was 
being cut away, in order to cut the mainmast, she bodily 
went over the rock and righted. Every one was of course 
holding on by the weather fore rigging, waiting for his 
submersion. Another wave would have done it, and a 
boat could not live (agreeable prospect, very). There was 
not a single word spoken during the impending capsize, 
save the necessary directions for cutting away; and the 
crew to a man declared their resolution of sticking to 
her while a plank remained. She is now on a sandy 
bed, and every hope is entertained of getting her off. It 
remains a mystery how she withstood the shocks, which 
were tremendous, so long. Any common vessel would 
have gone to atoms; as it is, I do not think much injury 
is done, as she has only made 23 inches [58 cm] of 
water, and I trust again to brave the perils of the deep 
in her (Perth Gazette, 9 December 1843: 2b).

INQUIRY
There appears to have been no local inquiry 
into the stranding of HMS Bramble, but the 
letter to the newspaper ended with:

Poor Yule is greatly cut up about it, though he was as 
cool as possible during the affair. He will of course be 
tried by court martial, but they must acquit him, for 
nothing was left undone that could be done, and an 
accident is unavoidable (Perth Gazette, 9 December 
1843).

INITIAL SALVAGE
The Perth newspaper declared the damage to 
HMS Bramble to be ‘trifling’, and that the cutter 
had sailed for Hobart, taking one passenger, 
B.W. Robinson, late surgeon of the barque 
Shepherd. However, Tasmanian papers stated 
that Bramble had damaged its keel and bottom 
in the grounding. It was further reported that 
‘in consequence of her being rapidly lightened, 
she was got off and not making much water 
she continued her voyage here, where she is 
now undergoing repair’ (Colonial Times, 19 
December 1843: 3f).

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The rock upon which HMS Bramble nearly 
came to grief now bears the vessel’s name, and 
lies just west of Bramble Point, the north-west 
extremity of Vancouver Peninsula.
TECHNICAL (2)
Like many ships at that time HMS Bramble was 
infested with cockroaches. This infestation was 

HMS Bramble (1822–1843)
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so severe that in 1845 the vessel underwent 
smoking with sulphur for two days. ‘This 
had no effect beyond slightly stupefying the 
cockroaches…but it was impossible to extirpate 
them entirely as many of them took refuge 
in the bulwarks’ (John Sweatman, Clerk of 
Provisions, quoted in Worsley 2006: 11). On 
two subsequent occasions (1846 and 1849) 
Bramble was deliberately sunk in an attempt to 
drown cockroaches; on the second occasion 
it was left underwater for a week. Such drastic 
measures give an indication of what a problem 
the insects could become.
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Figure 65.  HMS 
Bramble (left) 
at the start of a 
sounding match 
with Midge, 
Rattlesnake 
and Asp, 1848. 
Illustration: 
Ingleton (1944).
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Port of Building: Itchenor, UK
Year built: 1808
Rig Type: Brig
Hull: Wood
Length: 100.5 ft (30.63 m)
Breadth: 30.5 ft (9.3 m)
Depth: 12.75 ft (3.93 m)
Tonnage: 384
Port from: Fremantle
Port to: Albany
Date stranded: March/April 1838
Location: Princess Royal Harbour
Chart Number: AUS 109, AUS 110, WA 

1083
Significance criteria: 1 & 3

THE VESSEL
HMS Pelorus was built at Itchenor by Kidwell, 
and launched on 25 June 1808. It was one of 
the many Cruizer-class 18-gun brig-sloops built 
during the Napoleonic Wars, and was armed 
with sixteen 32-pounder carronades and two 
6-pounder bow guns. After seeing a great deal of 
service during the war against Napoleon, Pelorus 
carried out anti-smuggling and later anti-slavery 
duties, and was paid off in September 1835.

Recommissioned on 31 January 1837 under 
the command of Captain Francis Harding, 
HMS Pelorus sailed for Australia where it was 
used in survey work along the Australian and 
New Zealand coasts. By early February 1838 the 
brig was anchored in Owen Anchorage near 
Fremantle. On 19 March it sailed for Albany 
taking the Governor, Sir James Stirling, to visit 
that town. He was to return some two to three 

weeks later on the colonial schooner Champion, 
as Pelorus was to continue on to Adelaide and 
Sydney.

THE STRANDING
During the visit to Albany HMS Pelorus ran 
aground (Johnson, 1997: 148). The exact date 
and place where this occurred is not known. 
However, it was probably at the entrance to 
Princess Royal Harbour where a number of 
vessels ran aground, due in part to shifting sand 
banks in the narrow channel.

INQUIRY
There appears to be no record of an inquiry. 
However, the damage caused during the 

stranding necessitated it on arrival at Sydney 
having ‘to get her guns and ballast out, and go 
on the slip or heave down, having been ashore 
at King George Sound’ (Sydney Monitor, 25 June 
1838: 2a). An inquiry would therefore most 
likely have been held in Sydney.

INITIAL SALVAGE
HMS Pelorus was soon got off, and sailed for 
Fremantle on Friday 6 April, with the Governor 
still on board. It was in sight of Rottnest Island 
by Monday morning, and anchored in Gage 
Roads that afternoon. The change of plans was 
due to Captain Harding needing to urgently 
contact his superior officer, Captain Charles R. 
Drinkwater-Bethuene on board HMS Conway. 

HMS Pelorus (1808–1838)
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Figure 66.  Owen 
Stanley’s painting 
of HMS Pelorus 
stranded at Port 
Essington after a 
cyclone in 1839. 
Illustration: 
<http://
en.wikipedia.
org/wiki/HMS_
Pelorus_1808>.
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‘The crew of HMS Pelorus were then on short 
provisions; and that, consequently, it was a 
matter of the utmost importance for him to 
know with certainty and speedily to which 
port he was to proceed’ (SA Gazette, 16 June 
1838: 2d). Captain Harding had in fact had 
no contact with Drinkwater-Bethuene for over 
a year, and on reaching Albany had heard that 
Drinkwater-Bethuene on board Conway had left 
Sydney for Fremantle. When Harding arrived 
at Fremantle he found that Conway had sailed 
from Sydney, but had only gone to Port Phillip 
and Hobart before returning. Pelorus sailed 
from Fremantle in early May for Sydney via 
‘the neighbouring colonies’ (Perth Gazette, 5 
May 1838: 70c). It called at Port Adelaide and 
Georgetown, arriving in Sydney on 22 June.

On 25 November 1839 HMS Pelorus, now 
under the command of Lieutenant Augustus 
Leopold Kuper, was anchored at Port Essington 
when it was struck by a cyclone. The brig 
became a wreck, drowning 12 crewmen. It was 
salvaged 86 days later, sold out of service in 
1842, and two years later wrecked off Borneo 
while carrying opium to China.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
While HMS Pelorus was at Albany, Lieutenant 
Charles Codrington Forsyth carried out a 
survey of Torbay ‘where a good anchorage was 
found for vessels of any burthen’ (Perth Gazette, 
14 April 1838: 58a). The article continued:

Torbay is likely to rise into importance before long, 
as, within a quarter of a mile from shore, it abounds 

in timber of the finest description for ship-building. 
The trees run from 80 to 100 feet without a branch; 
several were cut down by the Pelorus’ crew, and were 
pronounced by those well acquainted with the nature 
of timber adapted to ship-building, to comprise every 
requisite quality. Two masts were cut for the colonial 
schooner, and a spar was cut for the Pelorus, for a jib-
boom, on trial (Perth Gazette, 14 April 1838: 58a).

At Torbay Forsyth noted that a vessel of 
about 150 tons burthen was being built out of 
this excellent local timber for Thomas Brooker 
Sherratt. This would have been the brigantine 
Emma Sherratt, the building of which had only 
just begun. The brigantine, however, was not 
registered until six years later in1844. 

Governor James Stir l ing wanted a 
hydrographic survey carried out along the 
Western Australian coast, and was attempting 
to gain ‘the services of Mr Forsyth, of the 
Pelorus, a gentleman fully competent to the 
task’ (Perth Gazette, 14 April 1838: 58c). He was 
not successful, but Forsyth did return as one of 
the crew of HMS Beagle during its surveys of the 
coast a few years later.
SOCIAL (3)
HMS Pelorus arrived at Sydney not only in 
need of repair, but needing to obtain more 
men due to 35 of the crew having deserted at 
King George Sound and Port Adelaide. The 
reason for the desertions was that vessels being 
run by private enterprise were offering sailors 
considerably higher wages than those being 
paid by the Royal Navy. The brig had also lost 
the boatswain, who had died only a few days 
before arrival at Sydney and been buried at 

sea. At the same time the colonial schooner 
Champion could not be sent to Launceston and 
Sydney because of a similar lack of crew. Some 
crew to man Champion were to be obtained 
from HMS Pelorus, but the men could not be 
transferred due to the desertion by so many of 
Pelorus’ crew. It was considered that Champion 
would have to be laid up for want of a full crew.
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Official Number: 32704
Port of Registration: Melbourne
Rig Type: Barque
Hull: Wood
Length: 94.4 ft (28.77 m)
Breadth: 21.1 ft (6.43 m)
Depth: 9.7 ft (2.96 m)
Tonnage: 178.3 gross, 139.37 

underdeck
Port from: Adelaide
Port to: Fremantle
Date lost: 17 July 1867
Location: Emu Point
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 34º 59.86302’ S
 Long. 117º 57.0186’ E
Finders: Joe Castlehow & John 

Bell
Protection: Protected under 

Maritime Archaeology Act 
1973

Significance criteria: 2

THE VESSEL
The Lady Lyttleton was originally built as Sultan 
and had one deck and a full female figurehead. 
To date endeavours to find when and where 
it was built have proved unsuccessful. It was 
registered at Sydney in 1861 (No. 40/1861), the 
owners being Alex Young and John Howard, 
and at that time was stated as being ‘foreign 
built’. It was sold to Harold Selwyn Smith of 
Melbourne in 1866, and registered at that port 

(No. 13/1866). In 1867 the barque was under 
the command of Captain John McArthur with 
a crew of ten, and was sailing from Melbourne 
for Fremantle, calling at Warrnambool and 
Adelaide en route. Part of the cargo consisted 
of 224 bags of barley from Melbourne and 
1 410 bags of potatoes from Warrnambool to be 
offloaded at Adelaide. The bulk of the cargo, 
however, was destined for Fremantle.

The Lady Lyttleton departed Adelaide on 
29 May with three passengers, Mrs Hogan and 
Mr and Mrs Carmody, plus a very mixed cargo. 

Loaded at Adelaide were two bales of paper, 
kegs of tobacco, stationery, hardware, drapery, 
dried fruit, oatmeal, saddlery, 18 tons bran, 10 
tons pollard, 443 tons of barley and barrels 
of pork. There was also the remainder of the 
cargo which had been loaded at Melbourne, 
and ten cases of ‘oilmen’s stores’ consigned 
to prominent Fremantle businessman Elias 
Solomon.

On 16 June 1867 Lady Lyttleton, leaking 
badly, sailed into King George Sound. One 
report states that it had also been dis-masted 

Lady Lyttleton formerly Sultan (?–1867)
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Figure 67.  Museum 
archaeologists 
working on the 
wreck of the Lady 
Lyttleton at Emu 
Point. Photo: 
Patrick Baker.
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(Perth Gazette, 5 July 1867: 2c). Part of the 
cargo had been jettisoned prior to its arriving 
at Albany. The bulk of this jettisoned cargo 
consisted of flour. Having discharged the 
remainder of the cargo (most of which was 
damaged), the barque was taken to Emu Point 
to be hove down for examination and repairs 
made to the underwater section of the hull. 
(See Appendix on Careening.)

THE LOSS
The Lady Lyttleton was hove down by tackles 
from the mastheads to the shore. Somehow 
the vessel slipped, and, being unable to return 
to an upright position because of the tackles 
on the masts, it filled and sank. There is no 
indication of exactly when this occurred but 
it was probably about 17 July 1867. Sixty years 
later it was reported that ‘her stem and stern 
posts can still be seen on the east bank of the 
Emu Point channel’ (Western Mail, 27 January 
1927: 14a).

INITIAL SALVAGE
The cargo which had survived aboard Lady 
Lyttleton was off loaded on its arrival at Albany. 
Part of this, consisting of 537 bars of iron, 
98 bundles of iron, 60 axles, and general 
merchandise consisting of 72 boxes, 400 
cases plus various bales and packages, was 
subsequently shipped to Fremantle on the Emily 
Smith (142 tons, Captain W. Davidson), arriving 
on 16 August 1867. A further shipment of 41 
packages of merchandise, 20 cases of geneva 
(gin) and 30 packages of tobacco arrived at 

Fremantle on board Midas two months later.
The following year the Albany Police Station 

occurrences book had the following entry:

28 June 1868. Sub-inspector Finlay and PC Foley 
started for Oyster Harbour, it having been reported that 
a quantity of wreckage had drifted ashore in various 
places on to that part of the coast from the ship Lady 
Lyttleton, which sank there about June 1867. PCs 
Rafferty and Hayman started by boat to join up with 
the other party at the wreck site (quoted in Dickson, 
2012: 60).

The following day the entry noted their 
return:

The search parties return from the wreck at Oyster 
Harbour. They found 2 dishes, 1 canteen, 2 coils of 
rope, some blocks, 23 tins of blacklead, 1 pair of can 
hooks, 1 drag chain and 2 marlin spikes. These items 
had been taken from the wreck of the Lady Lyttleton 
and not found on the shore as reported (Dickson, 
2012: 60).

On 25 September 1868 Sub-Inspector 
William Finlay of Albany reported to his 
superintendent that on 29 August he had 
recovered from the wreck of the Lady Lyttleton:

2 coils rope, 3 paint brushes, ½ tin black paint, 2 
marlin spikes, 1 pr can hooks & drag chain, 2 dishes 
(earthen), 1 plate (do), 2 mugs (do), & 1 old block 
(SRO Acc 129, File 12/416).

He wished to know what to do with the 
items. The receiver of wrecks, Worsley Clifton, 
wrote a reply on 9 October 1868 stating that 
the items must be handed to the nearest 

subcollector of customs. He went on to state:

If claimed by a lawful owner I can dispose of the case 
at once and if unclaimed they must remain twelve 
months and a day in my hands before they can be sold.
The salvor is entitled to one third their price under 
any circumstances as well as any legitimate expenses 
in handing them to the proper officer.
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Figure 68.  Captain 
John Howard, at 
one time an owner of 
the Lady Lyttleton. 
Photo: State Library 
of NSW).
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The Merchant Shipping Act is very clear on these 
questions and I enclose an extract from my instructions 
on the subject (SRO Acc 129, File 12/416).

The figurehead of the Lady Lyttleton was 
purchased by Campbell Taylor. It and the 
figurehead from the hulk Larkins, which he 
also bought, were taken to his farm at Candyup. 
The former is now in the Western Australian 
Museum Shipwreck Gallery, Fremantle, and 
the latter at the Residency Museum, Albany.

SITE LOCATION
The wreck of Lady Lyttleton lies off the north-
east point of the channel leading in to Oyster 
Harbour.

SITE DESCRIPTION
A section of the hull of Lady Lyttleton lies buried 
in the sand in 7–13 m of water about 15 m off 
the shore. The keelson, frames and planking 
have been excavated. The wreck lies with the 
keelson parallel with the shore, and the bow 
pointing northwards. A large windlass is near 
the bow and a corroded iron tank (probably a 
water tank) lies some 2–3 m aft of this. Nearby 
are two large trypots lying on their side, with 
a third trypot lying upright deeper in the 
channel. A corroded iron drum and a fragile 
wooden spar are also visible.

EXCAVATION AND ARTEFACTS
In 1961 local divers recovered more artefacts 
including an anchor, the rudder and pintles 
and an extremely corroded sextant. These 

items are now in the Western Australian 
Museum, although prior to their acquisition by 
the Museum part of the rudder was sawn off. 
This piece was used to make a bench now at 
the Spencer Park School. A Western Australian 
Museum excavation in 1978 recovered a 
number of other items including a pair of 
nested iron pots, part of a slate log, some Muntz 
metal sheathing and a pulley sheave.

In 1990 two students of the Graduate Diploma 
of Maritime Archaeology course, Tom Vosmer 
and Jim Wright, carried out further excavations 
and research on Lady Lyttleton in an endeavour 
to find when and where it was built. They took 
17 timber samples, and samples of ballast stone, 
coal, possible caulking material, a square-section 
copper alloy spike, a coin and the remains of a 
pair of shoes. The timber samples proved to be 
mainly oak and pitch pine, northern hemisphere 
timbers found in both Europe and America. A 
coin recovered at this time was identified as a 
Chilean medio centavo, or half cent, dated 1853.

STATEMENT OF SIGNIFICANCE
TECHNICAL (2)
Despite the number of timber samples taken 
and subsequently analysed, and a close perusal 
of available records, the date and place of 
building of the Sultan later renamed Lady 
Lyttleton remains a mystery. Further research 
may solve this problem.
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Official Number: 75321
Port of Building: Albany
Year built: 1886
Port of Registration: Fremantle
Rig Type: Cutter
Hull: Wood
Length: 54.0 ft (16.46 m)
Breadth: 14.33 ft (4.37 m)
Depth: 5.25 ft (1.6 m)
Tonnage: 26.4
Date lost: February 1888
Location: Oyster Harbour
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 34º 59.27808’ S
 Long. 117º 58.22658’ E
Protection: Maritime Archaeology Act 

1973
Significance criteria: 2 & 6

THE VESSEL
Two cutters named Ada are to be found in 
maritime records at Albany. From the dates 
and other data it is obvious that one is a much 
smaller cutter, probably either an unregistered 
fishing boat or hulk keeper’s boat, and not the 
cutter whose specifications are given above. It 
was reported in the local paper that:

The cutter Ada is in trouble again. She was leaking 
and turned over in a squall, and now lies with her 
port side awash close to the P&O dock (Albany Mail, 
25 December 1883: 3a).

The incident above occurred three years 
prior to the launch of this cutter Ada (Official 

No. 75321). The vessel was built by John Peters 
in Albany and launched in January 1886. It 
had a billet head and was jointly owned by 
John Cowden and John Bruce, both master 
mariners of Albany. The cutter was registered 
at Fremantle (No. 1/1886) on 27 March 1886. 
The Ada traded regularly along the south 
coast of Western Australia between Albany and 
Bremer Bay.

THE LOSS
Newspapers on 9, 11 and 15 February 1888 
reported Ada’s movements between Albany and 
Bremer Bay. The entry for Ada in the Registry 
of British Ships at Fremantle states: ‘Vessel sunk 
and abandoned in Oyster Harbour, Albany, WA 
during February 1888’. This was probably late 
in February when the cutter was being used to 
carry posts, and while the three crewmen were 
ashore cutting them.

There is then a gap of a little over five 
months from mid-February with no record of 
the movements of Ada. It is possible that during 
this time it had been salvaged, repaired and 
put back in to service for at least a short while, 
as it again departed Albany for Bremer Bay on 
30 July. There is another series of reports of 
the cutter’s movements during the next two 
weeks. These subsequent few voyages between 
Albany and Bremer Bay may have indicated to 
the owners that there was more serious damage 
than previously thought. There is no record 
of Ada for at least the following ten months, 
indicating that it had been abandoned where 
the wreck now lies.

SITE LOCATION
The wreck of the Ada is in shallow water on 
a soft muddy bottom overlaid by loose slimy 
algae, in the south-east corner of Oyster 
Harbour. The site is sheltered and therefore 
the remains are quite well preserved.

SITE DESCRIPTION
The wreck lies in only 2 m of water on a north-
west/south-east axis, stern to the northwards 
and canted about 20º to port. The stem, 
sternpost, keel and floors of the vessel are 
relatively intact, the keel showing a clean break 
some 2 metres from the sternpost. The distance 
from stem to stern is 51 feet (15.45 metres). 
Those timbers projecting above the sediment 
(up to a height of 1.8 metres for the sternpost) 
are heavily encrusted with marine growth. 
Although much of the wreck lies buried, there 
is a scattering of loose timbers on the site.

EXCAVATION AND ARTEFACTS
In 1992 a Western Australian Museum wreck 
inspection team lead by Dr Michael McCarthy 
took a sample of timber which proved to be 
jarrah (Eucalyptus marginata).

STATEMENT OF SIGNIFICANCE
TECHNICAL (2)
The Ada is one of few coastal trading vessels to 
be built at Albany in the late 19th century. A 
study of the wreck would provide information 
on materials and methods in use at that time.
INTERPRETIVE (6)
The wreck of the Ada lies in shallow water close 

Ada (1886–1888)
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to the shore in a sheltered harbour within the 
city limits of Albany. It is easily accessible, and 
therefore has potential for public education 
regarding the maritime heritage of the area.
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Figure 69.  The Ada 
was a locally built 
cutter which traded 
mainly between 
Albany and Bremer 
Bay. Illustration: 
Worsley after March 
(1981)
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Rig Type: Dinghy
Hull: Wood
Port from: Albany
Port to: Albany
Date lost: 27 June 1870
Location: Oyster Harbour
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
There is no description of this vessel other than 
that it was a dinghy with sails. John Doggett, 
described as a boatman, and his eldest son 
William had gone fishing on 27 June 1870 
taking with them provisions for only one day. 
Five days later they had not returned.

THE LOSS
On 2 July 1870 Charles Clarke reported to the 
police at Albany that:

John Doggett and his son went to catch fish for the 
steamships on Monday last, 27th June, in a dinghy 
and that they had not yet returned. He has made 
some enquiries and fears that they may have drowned 
(Albany Police Station Occurrences Book quoted 
in Dickson 2012: 66).

This fear was justified, as late the following 
day their dinghy was found either: 

Stranded on a sand bank in Oyster Harbour, 
the boat being upright but full of water and 
the sails set. Inside were the men’s boots and 
provisions (Dickson, 2012: 66) or ‘floating 
bottom upwards’ (Inquirer, 13 July 1870: 3f) 

or ‘sunk with the sails set’ (Perth Gazette, 15 
July 1870: 3c) or ‘capsized’ (Inquirer, 20 July 
1870: 3a). A search on 2 July failed to find any 
trace of Doggett or his son. However, five days 
later William’s naked body was found. John 
Doggett’s body was not found until 8 August:

The remains of John Doggett have been found – or 
rather a portion of what is supposed to be his remains 
– a human skull and several bones, together with some 
clothes known to have belonged to him, and much torn 
were found about 200 yards up in the bush from the 
water-side, in Oyster Harbour. It is supposed that the 
native dogs dragged him up in the bush and devoured 
him (Inquirer, 7 September 1870: 2h).

INQUIRY
There is no record in the newspapers of an 
inquiry, but presumably an inquest would have 
been held on the deaths of the father and his 
nineteen-year old son.

INITIAL SALVAGE
As the dinghy was found in shallow water it was 
probably salvaged.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The deaths of her husband, the bread-winner, 
and her eldest son must have been a devastating 
blow to Matilda Doggett and her remaining 
children.
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Figure 70.  Man 
and boy in small 
dinghy. Illustration: 
Marryat (1841).
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Official Number: 101716
Port of Building: Melbourne
Year built: 1861
Port of Registration: Fremantle
Rig Type: Lighter
Hull: Wood
Length: 86.2 ft (26.27 m)
Breadth: 21.8 ft (6.65 m)
Depth: 11. 3 ft (3.44 m)
Tonnage: 135.79 gross, 129.9 net
Date lost: 1926
Location: Oyster Harbour
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 34° 59.70408’ S
 Long. 117° 57.4248’ E
Significance criteria: 7

THE VESSEL
The Camel was built by W. & G. White at 
Williamstown, Victoria, as a sailing lighter with 
one mast, a round stern and five bulkheads, 
and was used at Melbourne. It was so named 
because of its role as a carrier of fresh water 
supplies to ships anchored offshore. The Camel 
had its holds lined with Muntz metal to ensure 
water-tightness, protect the timber structure 
and also to maintain the purity of the water. It 
was fitted with four brass or bronze chainplates 
on each side, about 1.5 m long and 3.8 cm 
thick. It appears not to have been registered 
until purchased by McIlwraith, McEacharn 
and Company in 1897, when it was registered 
at Melbourne (No. 8/1897). In that year it was 
towed to Albany by the steamer Tagliaferro to 

undertake the same role, arriving on 21 June 
1897. It was the last water barge brought to 
the port.

In early 1907 it was stripped of its spars and 
rigging and converted to a barge to be towed, 
and as a consequence it underwent a survey and 
was re-registered, this time at Fremantle (No. 
4/1907). A contemporary photograph shows 
it to have had all superstructure removed and 
a tin shed erected on the stern. The Camel was 
sold to James Ball of Fremantle on 17 February 
1915, and subsequently to Armstrong and 
Waters of Albany.

THE LOSS
During the very severe south-easterly gale that 
struck Albany in 1921, the Camel was driven 
ashore and seriously damaged. Some twelve 
months later it again suffered damage in a 
gale when it broke adrift from its moorings 
and collided with the Avon Dredge. Both vessels 
drifted to near the tug landing stage. The 
barge was not repaired after this incident, but 
it remained afloat despite having a large hole 
above the waterline.

The Camel was subsequently purchased by 
Alf Swarbrick. He intended to dismantle it and 
use the timber for decking on a slipway he was 
building at Emu Point. However, he found 

Camel (1861–1926)
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Figure 71.  The 
Tagliaferro towed 
the Camel from 
Melbourne to 
Albany. Illustration: 
Flotilla Australia.
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that the timber had deteriorated so much that 
it was useless for this purpose. It may have 
subsequently been bought by Alf Johnson, as 
one reference states that he was the owner 
when it was set on fire. The barge had been 
towed a little way into Oyster Harbour to the 
east of the entrance and abandoned. Some 
time later, most probably in 1926, a party was 
held on board Camel. During the night it was 
accidentally set on fire and burned to the 
waterline.

INITIAL SALVAGE
It is most likely that the brass or bronze 
chainplates on Camel were salvaged, but there 
was possibly little else of value to save.

SITE LOCATION
The wreck of Camel lies in a depression on the 
sea floor 75 m from the shore in water only 
1–1½ m deep inside Oyster Harbour, south-
south-east of Green Island.

SITE DESCRIPTION
In 1991 Dr Michael McCarthy led a team from 
the Department of Maritime Archaeology, 
Western Australian Museum, on a wreck 
inspection. The remains of Camel were found 
to consist of the vessel’s bottom, including keel, 
keelson, floors and the stem and stern posts. It 
is lying on an east-west axis, with the remains of 
the sides showing as charred timber. The wreck 
is 24.1 m long and about 3m wide. The keel 
has a width of 37 cm, and the frames average 
20 cm in width with a spacing of 7 cm. Some 

iron knees are visible, with one found on shore 
probably indicating the position of the salvors’ 
camp. The Muntz metal lining is evident, as well 
as a large bollard near the bow. The remains are 
surrounded by thick ribbon weed which helps 
protect the wreck from natural forces.

EXCAVATION AND ARTEFACTS
During the wreck inspection some fastenings 
and sheathing were removed from the wreck 
for analysis by the Western Australian Museum.

STATEMENT OF SIGNIFICANCE
RARE (7)
The Camel is an example of a rare wooden 
lighter built specifically to carry water, and 
therefore lined with Muntz metal. Other water 
lighters used in Princess Royal Harbour were 
constructed of iron.
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Hull: Wood
Date stranded: 29 September 1791
Location: Oyster Harbour
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
In late 1790 Captain George Vancouver was 
appointed commander of an expedition, 
the main purpose of which was to explore 
the north-west coast of America. Under his 
command were two vessels, the sloop-of-war 
Discovery (named after the vessel used by 
James Cook) with the brig Chatham as tender. 
Discovery, of 340 tons burthen, had been built 
by Randall & Brents at Rotherhithe on the 
River Thames, and launched on 19 December 
1789. With a length of 99.17 feet (30.34 m) 
it was copper-fastened, sheathed with planks 
and then coppered over. The Chatham, 80 feet 
(24.38 m) long and of 135 tons burthen, was 
also coppered, but lacked the wood sheathing. 
It had been built at Dover and launched in 
1788. Both were armed, Discovery with ten 
four-pounder cannons and ten swivel guns, 
and Chatham with four three-pounders and six 
swivel guns. Discovery had a total crew of 97, and 
Chatham, under the command of Lieutenant 
William Robert Broughton, carried 45.

Under the Royal Navy establishment for that 
period Discovery would have carried a 19-foot 
(5.79 m) longboat, a 28-foot (8.53) pinnace and 
an 18-foot (5.49 m) yawl. Chatham would have 
been equipped with two cutters, one of around 

23 feet (7.01 m), the other 16 feet (4.88) in 
length. These were all clinker-built of wood, 
and would have been fitted with sails as well as 
oars. However, being on an exploratory voyage 
and expecting to be away from England for a 
number of years, it is probable that extra boats 
were carried on both vessels. To save space, 
these were sometimes taken in easy-to-assemble 
pieces, and put together as needed.

An expedition in the ships’ boats ‘usually 
consisted of two boats, manned by an officer, 
a midshipman or two, some marines and 
rowing crews. The boats were armed with 
swivels, muskets, small arms and sporting guns’ 
(Vancouver, 1984 (1798): 82).

THE STRANDING
The two ships arrived at King George Sound 
late on 28 September 1791, and dropped 
anchor. The following morning Vancouver in 
his yawl, and Broughton in Chatham’s cutter 
proceeded ‘to examine if the sound would 
afford a more eligible situation than that which 
we now occupied’ (Vancouver, 1984 (1798): 
336). After sailing up the east coast of what is 
now named Vancouver Peninsula they ‘took 
possession of the country from the land we 
saw north-west of Cape Chatham [Chatham 
Island], so far as we might explore its coasts’ 
(Vancouver, 1984 (1798): 337). They then 
sailed the boats into Oyster Harbour as far as 
Green Island.

Happy with his discoveries, Vancouver 
turned to sail back to his ship:

In our way out of this harbour, the boats grounded on 
a bank we had not before perceived; this was covered 
with oysters of a most delicious flavour (Vancouver, 
1984 (1798): 338).

INITIAL SALVAGE
The two boats were soon got off, undamaged. 
However, while getting the boats afloat the 
sailors had made the most of the situation by 
eating their fill of oysters, and also loading the 
boats with many more for those men left on 
board the ships. Vancouver commemorated the 
event by naming the harbour Oyster Harbour.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The voyage of the Discovery was one of great 
importance to this State, as on 29 September 
1791 Vancouver took formal possession of land 
in Western Australia. Many of the place names 
around Albany are those given by Vancouver 
during his explorations in the area.
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by His Majesty’s Command, principally with a 
View to Ascertain the Existence of any Navigable 
Communication Between the North Pacific and 
North Atlantic Oceans; and Performed in the Years 
1790, 1791, 1792, 1793, 1794, and 1795, in 
the Discovery Sloop of War, and Armed Tender 
Chatham Under the Command of Captain George 
Vancouver, Volume I. The Hakluyt Society, 
London. (Facsimile Edition 1984.)
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Figure 72.  One of 
Vancouver’s long-
boats in Canadian 
waters. Illustration: 
<http://books.
google.com.au/book
s?id=qwol8bPaYxs
C&printsec=frontco
ver&redir_esc=y#v 
= onepage & 
q&f=false>
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Official Number: 84345
Port of Building: Dumbarton, Scotland
Year built: 1881
Port of Registration: Glasgow
Rig Type: Steamer
Hull: Steel
Length: 390 ft (118.87 m)
Breadth: 42.1 ft (12.83 m)
Depth: 24.5 ft (7.47 m)
Tonnage: 4 136 gross, 2 236 net, 

2 901 under deck
Engine: 2-cylinder compound 

steam engine of 800 HP
Port from: Glenelg
Port to: Albany
Date stranded: 17 October 1883
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
The three-masted steamer Clyde was built by 
William Denny and Brothers (yard No. 247) 
at Dumbarton, Scotland, for the Peninsular 
and Oriental Steam Navigation Company 
(P&O) and launched on 14 June 1881. It 
had two decks and a spar deck, and a total of 
seven bulkheads. Built specially for the route 
from Britain to India and Australia, it made 
regular voyages between Sydney and London, 
calling at Melbourne, Glenelg and Albany. It 
had accommodation for 123 first class and 48 
second class passengers. Alfred James Hillman, 
a senior official of the Western Australian 

Bank, described Clyde as ‘the most magnificent 
passenger vessel I have ever seen’ (Johnson, 
1997: 107).

The Clyde, under the command of Captain 
E.M. Edmonds had departed Glenelg at 5.00 
p.m. on Saturday 13 October 1883 for Albany 
and then London via Colombo. On board were 
24 passengers for Albany and 127 for Colombo 
and London. There was also 80 tons of cargo 
to be discharged at Albany. The steamer 
was drawing 24 ft (7.32 m) of water, and the 
normal depth in the passage into Princess Royal 
Harbour was 27 ft (8.23 m).

THE STRANDING
At 3.45 a.m. on Wednesday 17 October Clyde 
was boarded by the pilot in King George 
Sound and then sailed towards Princess Royal 
Harbour. In going through the passage the 
steamer grounded on a bank of seaweed and 
sand between Point Possession and King Point. 
There was plenty of water at both bow and 
stern, and it was obvious that it was on ‘the 
end of a bank which has lately silted up, most 
probably owing to the severe tidal disturbances 
experienced recently’ (Albany Mail, 23 October 
1883: 2e). This was a reference to a violent 
storm that had struck the port on 10 September, 
damaging one of the coastal vessels.

INQUIRY
There appears to be no record of an inquiry 
into this stranding. However, Staff Commander 
J.E. Coghlan sent Navigating Lieutenant J. 
Whitby Dixon from Fremantle to Albany to 

carry out a survey in the passage to determine 
what had caused Clyde to run aground. On 
6 November Dixon arrived at Albany in the 
coastal steamer Rob Roy, and two weeks later he 
reported to Coghlan that the spit from Point 
Possession had extended further northwards. 
The depth had also ‘decreased in an irregular 

Clyde (1881–1883)
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Figure 75.  Stern 
view of the Clyde 
in port. Photo: 
Photoship.
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manner to the extent of nine or twelve inches 
over a space of 500 feet in an east and west 
direction, by 300 feet in a north and south 
direction; a twenty four foot channel is now 
available’ (Albany Mail, 11 December 1883: 
2f-g). Coghlan advised the Governor of his 
opinion on the grounding:

The Clyde grounded in consequence of the spit 
extending from the south shore, and a slight error in 
judgement by keeping too close to the south shore, being 
ignorant of such extension. The Clyde undoubtedly 
took the ground on the outer edge of the spit which 
extends Northward from Possession Point, and that 
the vessel was therefore not in the navigable channel 
at the time (Albany Mail, 11 December 1883: 3c).

INITIAL SALVAGE
Warps were put out from the stern to both sides 
of the passage. After some five hours, and with 
the help of a rising tide and the engines being 
put full astern, Clyde came free, undamaged. 
There had been no need to discharge cargo 
to lighten the vessel. After offloading the 
passengers and cargo for Albany it departed 
later that day.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
King George Sound and the entrance to 
Princess Royal Harbour (now called Atatürk 
Entrance) had been surveyed in previous years 
by a number of very competent Admiralty 
surveyors including Vancouver, King, Stokes 
and Archdeacon. Despite their work, it only 

took one storm to alter the sea bed to such an 
extent that it became a danger to shipping.
SOCIAL (3)
The stranding of Clyde provided those in 
Fremantle with ammunition to again denigrate 
the port at Albany, and push for Fremantle to 
become the main port of call for shipping from 
Europe to the eastern states.
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Figure 76.  Clyde 
was built by William 
Denny and Brothers 
in this shipyard at 
Dumbarton: Photo: 
Photoship.
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Port of Building: Rangoon, Burma
Year built: 1821
Port of Registration: Sydney
Rig Type: Brig
Hull: Wood
Tonnage: 177
Port from: Fremantle
Port to: Sydney
Date stranded: 29 November 1829
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1 & 3

THE VESSEL
There are few specifications for the Fathalmein 
(sometimes referred to as Pahelmaw), which 
was built of teak in Rangoon, Burma, in 1821. 
In March 1827 it was purchased at a cost of 
£1 200 by Governor Ralph Darling for the 
government of New South Wales and re-named 
Governor Phillip. The vessel was primarily used 
in carrying stores between Sydney and the 
penal settlements at Port Macquarie, Moreton 
Bay and Norfolk Island. In 1844 ownership 
was transferred to the government of Van 
Diemen’s Land.

The brig Governor Phillip under the 
command of Captain Alex Drysdale was en 
route Raffles Bay to Sydney via Koepang in 
Timor, Fremantle and Albany. It departed 
Fremantle on 16 November 1829. Among 
those on board were Captain Collet Barker, 
39th Regiment, who was to take command 
of the settlement at Albany, and Surgeon 

Lieutenant Thomas Braidwood Wilson, RN. 
Wilson was returning to Sydney after surviving 
the wreck of the ship Governor Ready in the 
Torres Strait.

THE STRANDING
By early January 1830 there was considerable 
anxiety felt in Sydney regarding the long-
overdue Governor Phillip:

A Government vessel, we understand, is about to be 
dispatched in quest of the brig Governor Phillip, of 
which no tidings have reached this port for some time 
past. She is now considerably overdue; and it is feared 
has foundered or been cast away on some part of the 
coast (Australian, 9 January 1830: 3b).

It was subsequently learned that when 
the brig called in at Albany on Sunday 29 
November 1829 it had run aground while 
entering the harbour.

INITIAL SALVAGE
The grounding must have been fairly severe, as 
although Governor Phillip was soon got off it was 
delayed for about two weeks while part of the 
hull planking was re-caulked. It had previously 
been damaged in October 1828 when it was 
stranded off Melville Island. The damage at 
that time had been slight, and had caused only 
a small increase in the normal rate of leaking 
to which wooden vessels were prone.

The brig was finally wrecked on 27 October 
1848 on Gull Island Reef in Bass Strait. Five of 
the crew, four convicts and seven of the guards 
were drowned.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Governor Phillip carried men who were to 
have a marked influence on the subsequent 
history of settlement along the south coast of 
Western Australia. Lieutenant George Sleeman 
handed command of the settlement to Captain 
Collet Barker on 3 December 1829, and left on 
Governor Phillip along with 20 soldiers and 20 
prisoners bound for Sydney. By coincidence 
Sleeman himself had arrived at Albany on 
board Governor Phillip twelve months earlier in 
order to take over command of the settlement 
from Captain Joseph Wakefield.

Governor Phillip formerly Fathalmein (1821–1829)
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Figure 77.  While 
the Governor 
Phillip was being 
repaired at Albany, 
Thomas Braidwood 
Wilson went on an 
exploratory journey 
during which he 
discovered the inlet 
that now bears his 
name. Illustration: 
Denmark Visitors 
Centre.
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On learning that Governor Phillip would 
‘require at least ten days to put her in a fit 
state for sea’ (Hobart Town Courier, 30 January 
1830: 4a-d), Wilson decided ‘for the purpose 
of avoiding the ennui that I might experience 
during the necessary delay I determined 
to make an excursion into the interior’ 
(Shoobert, 2005: 104). He was accompanied 
by the officer in charge of the commissariat at 
Albany, John Kent, also the Aboriginal leader, 
Mokare, Private William Gough a soldier of 
the 39th Regiment, and two prisoners, Thomas 
Fellowes and Thomas Woodward. They left the 
settlement early on 2 December and arrived 
back ten days later. During this period of 
exploration, in which the party travelled north-
west, then west, then south before returning to 
King George Sound by way of the coast, Wilson 
discovered the inlet later named after him by 
Governor James Stirling.

Subsequent to the stranding at King George 
Sound, on 21 June 1842 Governor Phillip, its 
captain and crew were involved in one of the 
most daring escape attempts by convicts at 
Norfolk Island. This involved a working party 
of twelve prisoners who were stowing cargo 
throwing two guards overboard and locking 
Captain Boyle and the rest of the guards below 
deck. Captain Boyle broke open the skylight 
and shot one of the two ringleaders. Savage 
fighting broke out as the guards regained the 
deck. In the ensuing battle to retake the brig 
one of the guards drowned, two were wounded 
along with one seaman, five convicts also died 
and two were mortally wounded. The surviving 

convicts were later tried, and four executed for 
their part in the affair. This makes the Governor 
Phillip revolt one of the bloodiest single events 
in Australia’s convict history.
SOCIAL (3)
Surgeon Wilson and the soldiers and prisoners 
were not the only passengers on board Governor 
Phillip when it arrived at King George Sound:

The Governor Phillip, which arrived a short time 
since, has brought up a female child a native of Melville 
Island, whence she had been taken from the breast of 
the mother when the latter was shot along with another 
infant, who was also in her arms. The child’s eyes are 
singularly large and brilliant, and for symmetry of 
form she may be esteemed a perfect nigriferous Venus 
(Australian, 27 January 1830: 3d).

This casual comment on the deaths of 
mother and baby is symptomatic of the attitude 
towards Aborigines prevalent amongst many 
people at that time.

When the exploration party started their 
journey, Wilson wrote: ‘Gough had his knapsack 
filled with brandy, rum and gin, and, although 
rather heavily burdened, he made no objection, 
from the nature of his lading’ (Shoobert, 2005: 
110).
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Port of Building: Kalgan River
Year built: 1920
Rig Type: Lighter
Hull: Wood
Length: 40 ft (12.2 m)
Breadth: 12 ft (3.66 m)
Depth: 6.5 ft (1.98 m)
Date stranded: 9 March 1922
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 109, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
The lighter was built on the banks of the 
Kalgan River by William Douglas for his son 
Clem Douglas, and was planked with 3.8 cm 
thick, 15 cm wide jarrah procured from the 
recently dismantled Norwegian whaling station 
at Frenchman Bay. The framing was of locally 
cut timber, the knees being obtained from 
banksia crooks. The lighter was flat bottomed 
and double ended, and had been built to carry 
apples from the Kalgan River to Albany for 
export, also for general harbour work. It was 
never named, and was always just referred to 
as ‘the lighter’. When initially launched the 
lighter was an open boat.

THE STRANDING
In the early morning of Thursday 9 March 1922 
the lighter was being towed from the Kalgan 
River to the Deepwater Jetty by the launch EMD. 
On board the lighter was a cargo of 650 cases of 
apples destined for shipment overseas on the 

steamer Borda. There were a further 64 cases on 
the EMD. The wind was a southerly, and strong 
enough to be causing some problems with the 
tow. At 3.00 a.m. the launch and lighter were 
just entering the channel into Princess Royal 
Harbour when some extra strong gusts of wind 
from the south-west sank the lighter ‘in from 10 
to 12 feet of water’ (Albany Advertiser, 11 March 
1922: 3a). The apples floated free.

THE INITIAL SALVAGE
The EMD towed the submerged lighter into 
shallow water, and the following morning it 
was salvaged by bailing out with buckets. Most 
of the cargo was recovered:

Most of the cases drifted ashore in the vicinity of Point 
King and the Pilot Station and were stored out of 
danger on the slopes above. With the exception of about 
a dozen cases all were recovered, but the wrapping 
had suffered. The fruit is now undergoing a course 
of reconditioning and packing in the wool store of 
Henry Wills and Co., under the supervision of Mr F.L. 
Williams, the local manager, and is understood to have 
suffered but little damage from its untimely immersion 
(Albany Advertiser, 11 March 1922: 3a).

As a result of this accident the freeboard of 
the lighter was raised by fitting an extra three 
planks each side, and a deck was constructed 
using salvaged deck planking from the 
schooner Rip which had been wrecked some 
years previously in Frenchman Bay (see entry).

About 1930, after some years of being 
abandoned on the shore near the base of the 
Town Jetty, the lighter was broken up. Some of 

the timber was used for firewood while the rest 
was burned at the site.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The lighter was used during the construction 
of the baths at the Town Jetty in Albany, both 
for bringing timber piles from the Kalgan River 
and driving them into the sea bed. It was also 
used when the steel navigation beacons were 
being placed in Atatürk Entrance.
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Unnamed lighter (1920–1922)
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Figure 78.  After 
it was raised, 
Douglas’s lighter 
was used when new 
navigation beacons 
were installed at the 
entrance to Princess 
Royal Harbour. 
Photo: MHA 
Collection.
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US Navy Number: AM-21
Port of Building: Baltimore, USA
Year built: 1918
Rig Type: Steam minesweeper
Hull: Steel
Length: 187.8 ft (57.2 m)
Breadth: 35.5 ft (10.8 m)
Tonnage: 950
Draft: 8.8 ft (2.68 m)
Engine: Triple expansion steam 

engine of 1 400 SHP
Port from: Albany
Port to: Albany
Date stranded: June 1942
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
The Lapwing class minesweeper USS Lark 
was launched on 6 August 1918. Built by the 
Baltimore Dry Dock and Shipbuilding Co., it 
was commissioned on 12 April the following 
year. After commissioning it sailed to Scotland 
where it assisted in clearing the more than 
70 000 mines which had been laid in the North 
Sea during World War I. The US Navy had laid 
more than 80% of these mines, so it was their 
responsibility to remove them. After service on 
the US east coast, Lark was stationed at Pearl 
Harbour for 10 years. The minesweeper sailed 
for the Philippines in May 1941, and on hearing 
of the Japanese attack on Pearl Harbour in early 
December was sent to Java.

On 1 March 1942 USS Lark, under the 
command of Lieutenant Commander H.P. 
Thomson, sailed to Fremantle and then almost 
immediately to Albany, arriving on 16 March. 
The minesweeper’s task was to screen the 
submarine mother-ship USS Holland (Captain 
J.W. Gregory) and five submarines which were 
being evacuated from Fremantle to Albany 
as a precautionary measure. The Holland 
was berthed at the Deepwater Jetty, with its 
submarines moored alongside it when they 
were in port.

THE STRANDING
There is an entry in June 1942 in the Albany 
Harbour-master’s log which states that ‘the 
USS mine-sweeper Lark ran aground inside 
the inner green beacon’ (Johnson, 1997: 188).

INITIAL SALVAGE
The Lark was quickly got off without any 
damage having occurred.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
On 1 March 1944 USS Lark was converted to a 
fleet tug at Brisbane, and given a new number 
(AT-168) by the US Navy. It continued serving 
in the western Pacific until the end of World 
War II. USS Lark was decommissioned in early 
February 1946.

Albany was visited by a total of 31 US 
submarines during the Second World War. At 
the Deepwater Jetty they were replenished with 
stores and torpedoes, and any necessary repairs 
undertaken including repairs to periscopes. 
During June 1942 the submarines also carried 
out torpedo tests in Frenchman Bay.
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Figure 79.  The 
minesweeper USS 
Lark was briefly 
aground in Atatürk 
Entrance. Photo: US 
Naval Historical 
Center.
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Official Number: 99616
Port of Building: Sunderland, UK
Year built: 1892
Port of Registration: Sydney
Rig Type: Steamer
Hull: Steel
Length: 290.4 ft (88.51 m)
Breadth: 38.1 ft (11.61 m)
Depth: 20.0 ft (6.1 m)
Tonnage: 2 421 gross, 1 552 net, 

1 854 under deck
Engine: 3-cylinder compound 

steam engine of 219 
NHP

Port from: Albany
Port to: Melbourne
Date stranded: 25 January 1898
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1 & 3

THE VESSEL
The Hindustan was built by Osbourne, Graham 
& Co., and launched in October 1892 for 
J.W. Squance & Co., which the following year 
formed the Hindustan Steam Shipping Co. 
Ltd. It had one deck, a poop 8.5 m long and 
a quarterdeck 25 m in length. The engine 
had been manufactured by J. Dickinson of 
Sunderland, and was provided with steam at 
160 lbs/sq in by two single-ended boilers.

In 1898 it sailed from Surabaya in Java for 
Melbourne via Albany, carrying a cargo that 
included 2 900 tons of sugar. The vessel arrived 
in Albany at 9.15 a.m. on 25 January 1898.

THE STRANDING
The Hindustan departed Albany at 4.30 
p.m. that afternoon. Captain Hazard had 
not been in Albany before, but did not 
obtain the services of the pilot. As the ship 
approached the channel to King George 
Sound, Hazard mistook the channel marker 
buoys and sailed on the incorrect side. The 
vessel ran aground on a sandbank to the 
northward of the channel. The engines 
were immediately put in reverse, and a 
line taken to one of the buoys. This was 

heaved on in an unsuccessful attempt to 
get the ship afloat. It was considered that 
little damage would have occurred to the 
ship, as the bottom on which it had gone 
aground was sand.

INQUIRY
On 27 January a Preliminary Court of Inquiry 
into the stranding of Hindustan was held at 
Albany before J.A.W. Wright, acting subcollector 
of Customs, J. Moir, J.P. and Captain Butcher, 
the local pilot as nautical assessor:

Hindustan (1892–1898)

130  Historic Shipping in Western Australia

Figure 80.  A 
contemporary 
drawing of the 
Hindustan. 
Illustration: State 
Library of Victoria.
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The court decided that there was no occasion for 
further proceedings. Mr Wright said that the Bench 
had considered the long service of the captain without 
accident, viz., 36 years, and they hoped that his 
experience would be a lesson not to go into or out of 
a strange port without the services of a pilot (West 
Australian, 28 January 1898: 6d).

An editorial in the local newspaper was 
scathing over the outcome of the inquiry:

It is true that the Hindustan went aground here 
the other day through the captain mistaking a white 
buoy for a red buoy in the channel and the captain 
had the most fortunate escape from punishment for 
gross carelessness. A more absurd inquiry than that 
held in the case of the Hindustan we have never 
known. The vessel grounded in broad daylight and 
it is inconceivable how the captain got her into such 
a position, yet the court merely told him not to do it 
again and allowed him to proceed (Albany Advertiser, 
1 February 1898: 3a).

INITIAL SALVAGE
The Hindustan was quite firmly stranded on 
the bank, and the tugs which went to its aid 
were unable to pull it free. It was expected 
that it would be freed at 10.00 p.m. that night 
when there was a high tide. However, as these 
attempts were unsuccessful, 90 tons of cargo 
were discharged from No. 1 hold into a lighter 
to lighten the ship. It was not until nearly 
midnight on 26 January that the ship was got 
off. An inspection showed that it had suffered 
no serious damage, and it sailed for Melbourne 
at 4.30 p.m. the next day, arriving on 4 February.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
Tugs which were based in Albany at this 
time and probably used in the salvage of the 
Hindustan include Dunskey, Jessie, Awhina and 
possibly The Bruce. All these vessels have their 
own entries in this book.
SOCIAL (3)
The verdict of the inquiry into the stranding of 
Hindustan leads to speculation as to the social 
loyalties of the people involved.
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Figure 81.  The tug 
Awhina (shown 
here at Fremantle) 
was most probably 
used to help haul the 
Hindustan off the 
bank. Photo: State 
Library of Western 
Australia.
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Where built: Sydney
Year Built: 1825
Port of Registration: Sydney
Rig Type: Schooner
Hull: Wood
Tonnage: 120
Port from: Hobart
Port to: Fremantle
Date stranded: 18 February 1831
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1 & 3

THE VESSEL
The Isabella was a New South Wales Government 
owned schooner, probably rigged as a topsail 
schooner, of 120 tons built at the King’s Dock 
Yard, Sydney Cove. The schooner was under the 
command of Captain Thomas Hanson, with a 
crew of sixteen. It had sailed from Sydney to 
Hobart, arriving there on 20 January 1831. The 
schooner sailed for Fremantle ten days later, 
and was then to go to King George Sound. 
Aboard were Lieutenant William Carew and 
20 men of the 63rd Regiment. These were 
replacements for the garrison of the 39th 
Regiment at Albany who were being withdrawn 
as part of the handover of Albany by Governor 
Darling of New South Wales to Governor James 
Stirling in Perth. From Hobart Isabella was to 
sail to Fremantle so that Lieutenant Carew 
and his men could report to the Governor 
and Captain Irwin, commandant of the 
military forces, before taking up their duties 

at Albany. The vessel was then to transport the 
withdrawing personnel from Albany to Sydney.

Note. The name of the master of Isabella is 
often spelt Hansen in modern references, but 
the contemporary newspapers spell it Hanson.

THE STRANDING
Weather conditions drove Isabella to seek 
shelter in King George Sound on its way from 
Hobart to Fremantle. It sailed into the sound 

on 18 February 1831, but on attempting to 
enter Princess Royal Harbour it ran aground.

INITIAL SALVAGE
By offloading the soldiers and their baggage 
to lighten the vessel, Isabella was eventually 
floated free. This however took some six hours 
to accomplish. After taking back on board the 
men and their equipment the schooner sailed 
on to Fremantle.

Isabella (1825–1831)
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Figure 82.  The 
Isabella was 
probably rigged as 
a topsail schooner. 
Illustration: Worsley 
after Hedderwick 
(1830).
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In 1838 Isabella was sold out of service, 
renamed Essington and registered at Launceston 
in Tasmania.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Isabella returned to Albany from Fremantle, 
arriving on 19 March. It arrived back in Sydney 
via Hobart on 20 May with personnel from 
the 39th Regiment, their stores, and also John 
Franks, the mate of a vessel shipwrecked near 
the Swan River settlement.

Thomas Hanson, master of the Isabella, had 
previously been captain of the brig Amity when 
it left Sydney to establish the settlement of 
Frederickstown (now Albany) at King George 
Sound:

On Friday evening last, the Government brig Amity, 
Captain Hanson, bound from Port Jackson, for King 
George’s Sound, put into port [Hobart] in stress 
of weather. In a heavy gale of wind, which carried 
away her main-boom, she parted company with His 
Majesty’s sloop-of-war Fly, Lieut. Fisten [sic], R.N. 
commander, both destined for King George’s Sound, 
there to establish another British Colony. They had 
both experienced very strong westerly winds, and 
had also been driven into Port Dalrymple. Captain 
Lockyer, of the 57th Regiment, proceeds to King George’s 
Sound, as the new Commandant there; together with 
a detachment of the 39th Regiment, and a number of 
prisoners (Colonial Times and Tasmanian Advertiser, 
8 December 1826: 2a).

Note: Fisten should read Festing.
The Isabella was also the vessel used to take 

the people who set up the first settlement 
at Moreton Bay, Queensland, later renamed 
Brisbane.
SOCIAL (3)
Lieutenant Carew had his wife and young 
son Robert on board Isabella as he sailed 
from Hobart to take up his new duties. His 
comments regarding the crew of the schooner 
were scathing, including calling the captain ‘a 
complete child’. He accused the first mate of 
watering the grog, the steward of being drunk 
and the second mate of encouraging the 
seamen to be impertinent towards him.

REFERENCES
Colonial Times, 1 February 1831: 2a & 4 February 1831: 

2a & 3a.
Colonial Times and Tasmanian Advertiser, 8 December 

1826: 2a.
Garden D.S., 1977, Albany: A Panorama of the Sound from 

1827. Thomas Nelson (Australia) Limited, West 
Melbourne.

<http://www.boatregister.net/SydnerBuilders.htm>.
Johnson, L., 1997, Albany, Port with a Past and Future: A 

History of the Port of Albany, King George Sound, 
Western Australia. Albany Port Authority, Albany.

Mulvaney, J. & Green, N., 1992, Commandant of Solitude: 
The Journal of Captain Collet Barker 1828–1831. 
Melbourne University Press, Carlton, Victoria.

Shardlow, R. to author, email 9 March 2011.
Shaw, A.G.L. (ed.), 1967, Australian Dictionary of 

Biography, Volume 2: 1788–1850. Melbourne 
University Press, Carlton, Victoria.

Statham-Drew, P., 2003, James Stirling: Admiral and 
Founding Governor of Western Australia. University 
of Western Australia Press, Crawley.

The Sydney Gazette and New South Wales Advertiser, 20 April 
1827: 3c, 19 November 1827: 2a, 1 February 
1831: 2c & 21 May 1831: 2a.

The Sydney Monitor, 21 May 1831: 2e.
Vickridge, G., 2010, A Maritime Diary of Western 

Australia. Unpublished manuscript.

 Bald Head to Cape Vancouver 133

Figure 83.  Brass 
button from the 
uniform of a soldier 
from the 63rd 
Regiment. Photo: 
Google.
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Port of Registration: London
Rig Type: Ship
Hull: Wood
Tonnage: 287
Port from: London
Port to: London
Date stranded: 11 August 1800
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
In early 1800 the British whale-ships Kingston 
(Captain Thomas Dennis) and Elligood (Captain 
Dickson) had sailed in company from England 
on an exploratory whaling voyage. Arriving 
at King George Sound on 11 August 1800, 
Kingston was abreast Bald Head at 1.30 p.m. and 
at 5.00 p.m. ‘had Princess Royal Harbour fairly 
open’ (log of the Kingston quoted in Dickson, 
2006: 46).

THE STRANDING
The log continues:

There being a fine leading air in, thought it a good 
opportunity to get the ship in – lowered down a boat 
and sent her ahead with a towrope, the channel being 
narrow – but keeping rather too much to the Northward 
the Ship stuck her Cut Water against the bank which 
is steep to – having 13 feet [3.96 m] water up and 
down under the fore chains and 21 feet [6.4 m] 
alongside the rudder…Carried out a Kedge and hauled 
her off – and at 7 moored in the harbour (Dickson, 
2006: 46–47).

INITIAL SALVAGE
As stated in the log, Kingston was hauled off 
using the kedge anchor taken out by one of 
the ship’s boats. By heaving in on the windlass 
the vessel was fairly quickly pulled off the 
bank. The following day a floating stage was 
made using the waist boat and various spare 
spars ‘for the carpenter to calk [sic] round the 
ship’ (Dickson, 2006: 47). The rest of the crew 
were employed in taking all the provisions out 
of the hold to lighten the aft end of the ship. 
This raised it clear of the water so that repairs 
to the area under the counter and quarters 
could also be made.

The Kingston spent the next few weeks 
collecting firewood, water and also chasing 
whales, and departed King George Sound on 
5 September 1800.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Kingston and Elligood are the first English 
whale ships known to have visited Western 
Australia. It seems likely that the captains 
had obtained information either directly 
or indirectly regarding the suitability of 
anchorages at King George Sound and Princess 
Royal Harbour. This information was probably 
gained as a result of Vancouver’s survey of the 
area in 1791.

A plot of disturbed land near the entrance 
to Oyster Harbour found by Matthew Flinders 
in 1801 has long been associated with Captain 
Dickson of the Elligood. For many years it was 
thought to have been his grave, but recent 

research by Rod Dickson (2007: 42) has proved 
that it was the place where Captain Dennis of 
the Kingston had his crew collect sand for the 
ship.
SOCIAL (3)
Prior to Kingston’s stranding at King George 
Sound, it had been involved with another whale 
ship, Cornwall, in the capture of the Spanish 
vessel, Nostra Senora de Bethlehem, off the coast of 
Peru. The Cornwall had been issued a Letter of 
Marque and Reprisal on 31 October 1797. The 
two whalers placed a prize crew on board the 
Spanish ship and they sailed it to Port Jackson, 
arriving on 24 April 1799.
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Official Number: 88937
Port of Building: Howden, UK
Year built: 1885
Port of Registration: Melbourne
Rig Type: Steamer
Hull: Steel
Length: 250.0 ft (76.2 m)
Breadth: 35.2 ft (10.73 m)
Depth: 18.7 ft (5.7 m)
Tonnage: 1 643 gross, 1 074 net, 

1 322 underdeck
Engine: 3-cylinder compound 

steam engine of 159 
NHP

Port from: Albany
Port to: Newcastle (NSW)
Date stranded: 26 September 1897
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 2 & 8

THE VESSEL
The Norkoowa was built by H.S. Edwards 
and Sons at Newcastle, UK, with one deck 
and four bulkheads, and was launched in 
October 1885. It had a poop and forecastle 
each 8.5 m long and a bridge deck 18 m 
in length. The 3-cylinder compound steam 
engine had been built by Black, Hawthorn & 
Co. of Gateshead, UK. The ship was owned 
by McIlwraith, McEacharn and Company 
Limited, of Melbourne. Norkoowa is the central 
and western Victorian Aboriginal word for a 
brolga. The ship had been involved in mishaps 

on at least three previous occasions. It ran 
aground at Queenscliff in Port Phillip Bay 
in April 1886 and in June 1889 it struck an 
unknown object off Cape Liptrap, Victoria, 
sustaining some damage. Only six months 
later, in December 1889 during a heavy fog, 
it ran aground in Wreck Bay, some 70 miles 
south of Sydney. On this occasion the ship 
was hauled off by the steamers Commodore and 
Aldinga, and continued on its way towards 
Sydney. However, it was leaking so badly that it 

had to put back to Jervis Bay so that temporary 
repairs could be carried out.

The Norkoowa sailed from Newcastle and 
then Port Kembla, NSW, with a cargo of coal 
for McIlwraith, McEacharn’s hulks at Albany. 
It arrived at 11.00 a.m. on 23 September 1897 
and discharged 1 750 tons of coal over the next 
three days.

Norkoowa (1885–1897)

 Bald Head to Cape Vancouver 135

Figure 84.  Steamer 
Norkoowa. Photo: 
State Library of 
Victoria.
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THE STRANDING
The Norkoowa left Albany at 5.40 p.m. on Sunday 
26 September 1897. As the vessel was passing 
through Atatürk Entrance, a rope got foul 
of the steering gear. The vessel consequently 
failed to answer the helm, and a strong south-
westerly gale blowing at the time carried it on 
to a sand bank inside the inner beacon. The 
ship grounded in 9 ft (2.74 m) of water.

This was not the first time that the steamer 
had run aground while leaving Albany. On the 
morning of 20 November 1894 the master took 
the vessel on the wrong side of a beacon and 
it grounded on a sand bank near the Western 
Australian Land Company’s jetty. It was stuck 
there for many hours until the tide rose that 
evening.

INQUIRY
A Court of Inquiry into the stranding of 
Norkoowa was held and the finding was that 
neither the master nor his officers were to 
blame.

INITIAL SALVAGE
With the help of tugs, lines laid out to buoys, 
the steamer’s own engines and a high tide 
Norkoowa was hauled off some 18 hours 
after stranding, at 11.00 a.m. on Monday 27 
September. It was immediately taken to the 
jetty where an inspection showed that it had 
sustained no damage. It left for Newcastle that 
evening, arriving there on 6 October.

In 1912 Norkoowa was sold for scrap, taken 
to Bombay and broken up.

STATEMENT OF SIGNIFICANCE
TECHNICAL (2)
The misadventure of Norkoowa at Albany in 
1897 was rather unusual in that it lost steerage 
through a rope fouling the steering gear. From 
the newspaper reports, this problem most likely 
occurred on board between the wheel and 
the rudder, rather than the rope being caught 
around the rudder itself.
REPRESENTATIVE (8) 
The Norkoowa is representative of the many 
steamers that brought cargoes of coal for 
discharge into the hulks moored in Princess 
Royal Harbour.
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Port of Building: Hamburg
Year built: 1890
Port of Registration: Bremen
Rig Type: Steamer
Hull: Steel
Length: 322.7 ft (98.4 m)
Breadth: 39.9 ft (12.16 m)
Depth: 22.7 ft (6.92 m)
Tonnage: 2 480 gross, 1 553 net, 

2 209 under deck
Engine: 3-cylinder compound 

steam engine of 290 
NHP

Port from: Hamburg
Port to: Sydney
Date stranded: 15 December 1900
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 8

THE VESSEL
The Oceana  was built by Reigherstieg 
Schiffswerfte & Maschinenfabric as yard No. 
374, and launched in February 1890. Owned 
by Norddeutscher Lloyd, it had two decks, 
eight bulkheads and was cemented. The 
engine was supplied with steam from four 
single boilers. The Norddeutscher Lloyd Line 
ships carried Imperial German Mail, general 
cargo, and some passengers ‘according to the 
requirements of the English Passenger Acts 
of 1855 and 1863’ (The Brisbane Courier, 28 
November 1893: 1c) between ports in Germany 
and Australia.

The Oceana under the command of Captain 
Pelft with a crew of 18 and three passengers 
was sailing from Hamburg to Sydney via Cape 
Town. It put in to Albany to replenish its coal 
bunkers.

THE STRANDING
After taking on coal the steamer departed 
at noon on 15 December. However, Captain 
Pelft did not take on board a pilot, and took 
his ship on the wrong side of the first beacon 
marking the entrance to Atatürk Entrance. As a 
consequence Oceana ran aground on the north 
side of the channel. A strong westerly wind was 
blowing, and the ship remained stuck fast.

INQUIRY
The incident was reported to the Registrar 

of Ships at Fremantle, but there appears to be 
no record of an inquiry being held. This may 
have been because the German registered ship 
was a foreign-owned vessel.

INITIAL SALVAGE
It was not until 5.30 pm the following day, some 
29½ hours later and with the help of an extra 
high tide, that Oceana was got off.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The Oceana is representative of the many 
steamers that called at Albany for bunkering 
during the late 19th and early 20th centuries.
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Port of Building: Nova Scotia, Canada
Year built: 1848
Rig Type: Barque
Hull: Wood
Tonnage: 468.28
Port from: Glasgow, Scotland
Port to: Melbourne
Date stranded: 20 February 1853
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1 & 3

THE VESSEL
The Sir William Molesworth under the command 
of Captain James Watt departed Glasgow on 
13 October 1852 bound for Melbourne. On 
board were over 200 passengers who were 
also the owners of the barque. The number of 
passengers on board at the commencement of 
the voyage differs between various reports. It is 
possible that, as owners of the vessel, some of 
the so called ‘passengers’ were acting as crew. 
The advertisement for the sale of the barque 
after its arrival at Melbourne stated that it had 
just arrived with 227 passengers. However, 
various newspaper reports give figures varying 
from ‘230 passengers on the equality system’ 
(Courier, 24 March 1853: 2a) to 280 (Sydney 
Morning Herald, 16 April 1853: 4a). A Sydney 
newspaper lists 12 adults and an unspecified 
number of children as cabin passengers, plus 
‘two hundred and sixty five in the intermediate’ 
(Empire, 22 March 1853: 2b). Among the 
cabin passengers were Captain Watt’s wife and 

family. The report by the surgeon Dr Henry 
Newton Wollaston who boarded the Sir William 
Molesworth on its arrival in Albany, and who 
placed it in quarantine, stated that there had 
originally been 220 passengers of whom 20 had 
died en route. An outbreak of scarlet fever had 
occurred on board the ship, resulting in the 
deaths of 14 people, with six more dying from 
other causes. One person was still being treated 
for scarlet fever when it arrived at Albany.

On their arrival in Melbourne the passengers 
intended to sell the vessel and its cargo, and 
share the proceeds. They had paid £12 for a 
steerage berth, £16 for intermediate and £21 
for cabin passage. After 101 days out, on 22 
January 1853 when well south of the southern 
tip of Africa, the vessel was spoken by the 
steamer Cleopatra (Captain Cadell). From this 
it appears that Sir William Molesworth did not 
call at Cape Town for supplies, as was usual.

THE STRANDING
As Sir William Molesworth was by then very 
short of provisions Captain Watt decided to 
put in to Albany to obtain more. The Albany 
correspondent for a Perth newspaper reported 
on 21 February 1853:

The Sir William Molesworth from Glasgow arrived 
here yesterday, but before the Pilot could get out to her 
she ran aground in the channel (Gazette, 25 March 
1853: 3a).

A further newspaper report stated that the 
pilot went to the barque in King George Sound, 
but on learning of the contagious disease 

and deaths on board he returned to Albany 
and reported the matter to the Government 
Resident. He then returned to Sir William 
Molesworth with the surgeon. However, in his 
absence Captain Watt had taken it upon himself 
to enter the harbour unaided. In doing so 
the vessel ran aground, was got off, and then 
anchored ‘inside other ships and owing to the 
adverse wind, could not be shifted’ (Inquirer, 
16 March 1853: 2e & 3a).

INQUIRY
There appears to have been no inquiry into the 
stranding, but local newspapers were critical of 
quarantine procedures:

By letters from Albany we find that great dissatisfaction 
prevails in that place, in consequence of there not 
being sufficient Officers at the Port to enforce the 
Law of Quarantine…In the case of the Sir William 
Molesworth the authorities appear to have done 
everything in their power to prevent contagion (Gazette, 
18 March 1853: 2e & 3a).

Another Perth newspaper quoted their 
Albany correspondent’s letter of 26 February 
complaining about the lack of proper 
quarantine procedures at the port:

It certainly appears strange, that while the Quarantine 
Act is so rightly enforced at Fremantle, it has never been 
attended to here, although we receive into our port at 
least five vessels to one at the former place. Fortunately, 
hitherto we have escaped malignant disease from 
vessels, notwithstanding the absence of all precautions; 
but, on Sunday, when the Pilot came in and reported 
to the Resident the state of the vessel, before returning 

Sir William Molesworth (1848–1853)
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on board he very prudently obtained the services of 
Dr Wollaston, who, on coming alongside, thought it 
necessary to put her into quarantine, and ordered her to 
the quarantine ground, but this latter was impossible, 
the wind being dead ahead, and consequently she has 
been lying alongside the other vessels, and close in-shore, 
with all this amount of contagious matter, in the shape 
of dirty clothes, &c., an accumulation of 134 days! 
Had there been a proper Health Officer at this port as at 
Fremantle, the captain would not have ventured inside 
the harbour… (Inquirer, 16 March 1853: 2e & 3a).

Ten days after Sir William Molesworth sailed 
it was reported that there had been no cases of 
scarlet fever at Albany.

INITIAL SALVAGE
The barque was got off and came to anchor 
in Princess Royal Harbour. Because of the 
outbreak of scarlet fever Sir William Molesworth 
was immediately placed in quarantine.

The vessel continued its voyage, arriving 
in Melbourne, 158 days out from Glasgow, 
on 15 March 1853. The following month an 
advertisement was placed in a Melbourne 
newspaper:

For Sale
The fine fast-sailing barque Sir William Molesworth, 
James Watt, Master, 468 28/100 tons burthen per register, 
built in the year 1848, in Nova Scotia.
This fine vessel has just arrived from Glasgow with 227 
passengers, and has proved herself admirably adapted 
for this service, as well as for their conveyance between 
the Colonies.
For particulars, apply at the office of the undersigned, 

where an inventory can be seen.
David Moore
Flinders-lane. (Argus, 21 April 1853: 2e).

During the 1860s Sir William Molesworth was 
converted to a coal hulk at Melbourne and sank 
after catching fire in October 1871.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Sir William Molesworth was the first vessel to 
enter Princess Royal Harbour flying the yellow 
quarantine flag. This incident was used by 
Camfield to petition for the appointment of a 
public health officer. Dr Henry Wollaston, son 
of the Anglican minister the Reverend John 
Ramsden Wollaston, was the medical officer 
for the Albany Convict Depot at the time. He 
was appointed to also be public health officer 
as from 1 April 1853 at a salary of £40 per year.
SOCIAL (3)
As there was insufficient fresh meat and no 
salt meat available in the town, the vessel was 
supplied by the Government Resident, Henry 
Camfield, with salt beef from the Commissariat 
stores.

It is uncommon for a large group of people 
to buy a ship and sail it to a new country, 
intending on arrival to sell the vessel and so 
obtain money to settle in the new land. The 
Presbyterian passenger-owners of Sir William 
Molesworth, all stated to be ‘temperance’, must 
have settled in quickly after their arrival at 
Melbourne. Their original intention had been 
to sell the barque after one month, which 

would presumably allow them time to make 
arrangements for living ashore. It was in fact 
offered for sale only two weeks after arrival.
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Hull: Wood
Length: 19–32 ft (5.79–9.75 m)
Breadth: 7½–9½ ft (2.29–2.9 m)
Depth: 2.8–4 ft (0.85–1.22 m)
Port from: Albany
Port to: Albany
Date stranded: 11 June 1831
Location: Atatürk Entrance
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 2 & 3

THE VESSEL
At this period Royal Navy longboats were made 
in several standard sizes varying from 5.79 m 
to 9.75 m in length, and having a beam of 
approximately 2.29 m to 2.9 m. The planking 
thickness was about 20 mm in the smaller boat, 
and about 28 mm in the larger. There is no 
indication of the size of this longboat, but as 
it had only one mast it would probably have 
been about 6m in length. Most were clinker 
built, however there was an increasing demand 
for carvel built boats from the commanders 
of naval ships. Despite being heavier, carvel 
built boats were stronger and more easily kept 
in repair than clinker ones. The larger boats 
were ketch rigged, while the smaller were single 
masted cutter or sloop rigged. Longboats were 
fairly heavily built with bluff bows, and this one 
may have weighed close to 1 000 kg.

THE STRANDING
A party consisting of Assistant Surgeon Isaac 
Scott Nind and Privates William Gough, 

Unnamed longboat (1831)
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was to become 
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coast. Illustration: 
D’Urville (1833).
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James Mills and Phillip Lane, left the small 
settlement of Albany in a longboat on a fishing 
expedition, intending to go as far as Breaksea 
Island. Half an hour later they were abeam of 
Mount Clarence when the boat was struck by 
a thunderstorm with strong squalls from the 
south-west. The sails were hastily lowered and 
the boat anchored. Once the squalls had passed 
the anchor was raised and the sails hoisted. 
However there were problems with the foresail, 
the boat became unmanageable, and struck a 
rock on the northern side of Atatürk Entrance. 
The crew tried pushing it off, but it filled and 
sank. The crew got safely ashore, though Gough 
had to be rescued by Nind, and Lane rescued 
by Mills.

INITIAL SALVAGE
Captain Collet Barker and crew arrived in a 
whale-boat to rescue those stranded on the 
shore. Barker wrote in his diary:

…found the boat on her side beating on a sunken 
rock a few yards from the shore. Got her off little by 
little, by unshipping the mast & raising the anchor. 
Her starboard side from keel to gunnel is all to pieces 
(quoted in Mulvaney & Green, 1992: 306).

The longboat was then taken across the 
harbour entrance to a small, sandy beach on 
Point Possession. Here it was dragged up onto 
the sand, turned over, examined and found to 
be severely damaged. 

Three days later, after temporary repairs, the 
longboat was brought back to the settlement 
where a more thorough examination on the 

beach at Hanover Bay revealed the full extent of 
the damage. ‘Floor timbers all started from keel 
& several broken, Stem & stern dropped, planks 
shattered. We shall have almost to build a new 
boat in repairing her’ (quoted in Mulvaney & 
Green, 1992: 307).

It was planned to carry out repairs 
using timber (referred to as honeysuckle) 
obtained from the southern side of Princess 
Royal Harbour, and Sergeant Keegan was 
sent to procure it. However this timber 
proved to be unsuitable so a log of ‘ash’, 
14½ ft (4.4 m) long which was about to be 
cut to make oars (sufficient for 40 oars) had 
to be used instead.

New ash log cuts up beautifully. Our boat will make 
a great hole in it, but there is no help, for the wood of 
the place would not answer to make a good job & we 
must, if possible, get her tight & secure for a trip to 
the West if the weather should ever be fit (quoted in 
Mulvaney & Green, 1992: 307).

As they had no pitch, the seams were payed 
with resin from the grass tree (Xanthorrhoea) 
brought in by Barker’s Aboriginal friend 
Mokare, and heated in an iron pot. On 9 July 
Barker complained that the resin was not 
particularly suitable as it did ‘not lie smooth 
on the boat and is very troublesome to pay 
with as it cools too quickly’. The resin also 
became brittle as it cooled, and pieces broke 
off causing leaks.

The three privates of the 39th Regiment 
had lost their greatcoats in the accident, and 
searches to recover them were unsuccessful 

until on 15 June that belonging to Gough was 
found, minus its sleeves.

STATEMENT OF SIGNIFICANCE
TECHNICAL (2)
Repairs to the badly damaged longboat were 
undertaken using locally obtained timber and 
resin. This is an indication of how European 
settlers were forced into an understanding of 
the resources in the new land.

It was essential to carry out repairs to 
the longboat as it was vital that the fledgling 
settlement maintain its limited collection of 
boats.
SOCIAL (3)
Mokare was an unusual person who helped to 
overcome many problems during the early days 
of the settlement. A monument to him stands 
in the main street of Albany.
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Official Number: 89998
Port of Building: Glasgow, UK
Year built: 1884
Port of Registration: Drammen, Norway
Rig Type: Ship
Hull: Iron
Length: 245.0 ft (74.68 m)
Breadth: 37.6 ft (11.46 m)
Depth: 21.45 ft (6.54 m)
Tonnage: 1 468 gross, 1 429 net, 

1 359 underdeck
Port from: Cape Town, South 

Africa
Port to: Sydney
Date stranded: 13 November 1914 
Location: Point King
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
The Falkland Hill was built by Russel & Co., and 
launched on 6 December 1884 for John Robert 
Dickson & Co. of Glasgow. It had one deck, 
one bulkhead, and a poop and a forecastle 
both 9.75 m long. In 1898 it was sold to Stuart 
Brothers who re-named it Melville Island, but 
retained its registration at Glasgow. That firm 
sold the ship to Martin Bruusgaard & Co. AS 
of Drammen in Norway in 1910, where it was 
re-named Majanka. The vessel was under the 
command of Captain Gustav Winze with a crew 
of sixteen, and was in ballast.

THE STRANDING
The Majanka sailed into King George Sound in 
the evening of Friday 13 November 1914. It was 
raining, so the lighthouse keeper on Breaksea 
Island could not make an identification of the 
vessel. A pilot went out to board the ship, but 
it did not stop and the pilot was ignored. It 
kept sailing towards the entrance to Princess 
Royal Harbour in what was described as a steady 
south-east breeze and fairly calm seas. At about 
9.00 p.m. distress flares were sighted so the 
tugs Awhina, The Bruce and Dunskey were put 
off to locate the ship and render any necessary 
assistance. The Majanka was found aground 
and broadside on to rocks just west of Point 
King at the eastern end of Atatürk Entrance.

INQUIRY
There appears to be no record of an inquiry, 
but as the accident was reported to the 
appropriate authorities it is possible that an 
inquiry was held. This was not mandatory for 
foreign-owned vessels. The local newspaper 
reported:

How she got in the position she did is a mystery. An 
easterly breeze had been blowing during the day and the 
passage of the channel should have been easy (Albany 
Advertiser, 14 November 1914: 3h).

INITIAL SALVAGE
Initial attempts to get Majanka off the rocks 
by pulling the stern only resulted in the ship 
swivelling round, the stern coming off the 
rocks, but ‘the forward part well up on the 

shore, with the bowsprit in the bushes’ (West 
Australian, 16 November 1914: 9h). It took 
the combined efforts of the three tugs almost 
three hours to pull the stranded ship off the 
shore. The captain of Majanka then requested 
a tow out to King George Sound, where the 
ship anchored. An examination revealed that 
several of the plates had been damaged and the 
vessel was leaking slightly in two places. There 
appears to be no record in the local newspapers 
of it being repaired, or of it sailing from King 
George Sound. However, the ship arrived in 
Sydney on 28 December 1914. The Majanka 
was scrapped in 1923.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The grounding and subsequent salvage of a 
foreign-owned vessel during the early months 
of World War I created brief interest in 
newspapers of the time. Their preoccupation 
was the inexplicable behaviour of the captain 
in ignoring the pilot, and then sailing onto 
the rocks at the entrance to a clearly marked 
channel.
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Official Number: 112700
Port of Building: Glasgow
Year built: 1900
Port of Registration: Port Adelaide
Rig Type: Steamer
Hull: Steel
Length: 330.7 ft (100.8 m)
Breadth: 45.7 ft (13.93 m)
Depth: 16.2 ft (4.94 m)
Tonnage: 3 215 gross, 2 082 net, 

3 032 under deck
Engine: 3-cylinder compound 

steam engine of 301 
NHP

Port from: Sydney
Port to: Fremantle
Date stranded: 25 February 1917 
Location: Whale Head Rock, King 

George Sound
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
The Winfield was launched from the shipyard 
of W. Hamilton & Co. in April 1900. It had a 
spar deck, a poop 9.5 m long, a forecastle of 
11.9 m and a 36-metre long bridge deck. In 
1903 Winfield was purchased by The Adelaide 
Steamship Company from Hickie, Borman & 
Co., London. It was under the command of 
Captain W.K. Leiper with a crew of 32. The 
steamer departed Sydney on 12 February 
1917, and loaded a cargo of coal from both 
Port Kembla and Newcastle before heading for 
Fremantle via Albany.

THE STRANDING
The Winfield was approaching the entrance 
to Princess Royal Harbour when the signal 
MN, ‘Stop Instantly’, was displayed at the Pilot 
Station on Point King. During World War I all 
incoming vessels were subject to an inspection 
as a routine matter of wartime security. Having 
stopped and the vessel examined, the engines 
were restarted but Winfield would not answer 
the helm and the fore end stranded on Whale 
Head Rock. The grounding was reported as 
having caused serious damage, including the 
buckling of several bow plates.

INITIAL SALVAGE
The Winfield was got off with apparently less 
damage than at first had been reported. It 
arrived in Fremantle on 1 March 1917, where 
the cargo of coal was offloaded, and it sailed 
for the eastern states eight days later. It was 
subsequently sold overseas, became stranded 
on the Swedish coat in 1933, and although re-
floated was later broken up.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
In 1905 Winfield, en route Newcastle, NSW, to 
Fremantle had called at Adelaide to take in 
tow the hulk Copeland (see entry) for Albany. 
The two vessels arrived late in the evening of 
27 March 1905 and after mooring Copeland, the 
Winfield discharged 1 000 tons of coke for the 
Railway Department. It continued to Fremantle 
early the following morning.
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Figure 88.  The 
Adelaide Steamship 
Company’s 
steamer Winfield. 
Photo: McKenna 
Collection.
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Port of Building: Albany
Year built: 1863
Rig Type: Lighter (originally yawl 

rigged)
Hull: Iron
Length: 76.0 ft (23.2 m)
Breadth: 18.0 ft (5.5 m)
Depth: 10.0 ft (3.05 m)
Tonnage: 140
Date lost: 20 May 1928
Location: Near Whale Head Rock, 

King George Sound
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
This lighter was one of four large lighters 
prefabricated from 6 mm iron plates in England 
and shipped, along with the necessary tools 
to assemble them, on the P&O sailing ship 
Haddington (1 459 tons, Captain Browne). It 
arrived at Albany from Southampton on 4 
December 1862. During 1863–64 the lighters 
were assembled under the supervision of Captain 
Charles Loius van Zuilecom on a flat rock near 
the company’s jetty. Although described by the 
company as barges, they appear to in fact have 
been yawls, possibly capable of long sea voyages. 
On 4 May 1863 a Perth newspaper’s Albany 
correspondent reported:

The first of the P&O Company’s new lighters under 
construction has been launched and named Albany. I 
learn that the second is to be called Fremantle. Though 
these vessels are reckoned barges by the Company, they 

are really fine coasters of 140 tons each, length 76 feet, 
beam 18 feet, hold 10 feet, and masts of 45 and 20 
feet, yawl rigged, and it was originally intended to sail 
them out from England (Inquirer, 13 May 1863: 2f).

This lighter, like that sunk in Frenchman 
Bay (see entry), probably had a counter stern.

The second lighter was launched on 29 
August 1863 by ‘Miss Symers’ (likely to have 
been one of the daughters of Captain Thomas 
Symers of Albany) and named Fremantle. The 

last, named the Perth, was launched in April 
1864.

The lighters were used by P&O to carry 
water, coal and stores out to ships anchored in 
Princess Royal Harbour. There is some evidence 
that at least in later years they were towed to 
the waiting vessels by tugs or launches. In his 
reminiscences Captain Ernie Donohue states 
that one of his jobs was towing three lighters 
‘of 130 tons each from Frenchman’s Bay 
outside Albany to the Town jetty full of water 

Lighter (1863–1928)
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Figure 89.  A 
contemporary photo 
of the lighter being 
sunk with Whale 
Head Rock in 
the background. 
Photo: McKenna 
Collection.
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for shipping callers’ (Marshall, 2001: 277). 
The lighters were divided by bulkheads into 
five or six separate holds, and were capable of 
carrying 500 tons of water. After the withdrawal 
of P&O from Albany, the lighters were used 
by the Douglas family and the Armstrong and 
Waters Lighterage Company.

This particular lighter, which had been 
lying abandoned on the beach near the Town 
Jetty, was purchased by Norman Pannet during 
1925, and used by him to pull up the piles as 
the old public baths were demolished. Pannet 
claimed that when he obtained the lighter it 
had a number of holes in the hull, but he had 
patched these with old kerosene tins.

THE LOSS
In May 1928, having outlived its usefulness the 
lighter was sunk by explosives near Whale Head 
Rock. According to reports, the bottom of the 
hull proved to be sound, and the explosives 
failed to make holes in it.

Another of the lighters was abandoned, 
probably about 1890, near the water supply at 
Whalers Beach in Frenchman Bay (see entry). 
The wreck of a third iron lighter is shown on 
two sketch maps, one by Howard Hartman 
and the other by Les Douglas, published in 
Marshall, 2001. It is shown just to the east of 
the base of the P&O coaling jetty.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The water for filling the lighters was originally 
obtained from a spring that had been dammed 

at Frenchman Bay, and was piped to the vessels 
along a small jetty. This dam remains hidden 
in dense bush, but the pipeline and jetty have 
long disappeared. There is some evidence that 
at one time the water may have been conveyed 
to the floating dock and stored there until 
required.

Charles Louis van Zuilecom who supervised 
the building of the lighters was also the designer 
and builder of the P&O Company’s floating 
dock, launched in April 1866, this being the 
first of only three wooden floating docks built 
in Australia (see entry). He arrived in Albany 
on board the steamer Bombay (1 186 tons, 
Captain Methwen) at about the same time as 
the material and tools brought in Haddington. 
He later resigned from the company and 
moved to Kojonup to become that town’s first 
resident magistrate.
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Figure 90.   Captain 
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Zuilecom supervised 
the building of 
the lighter during 
1863–64. Photo: 
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Rig Type: Sprit-rigged boat
Hull: Wood
Date lost: 5 March 1840
Location: Ellen Cove
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of the 
Maritime Archaeology Act 
1973

Significance criteria: 1 & 3

THE VESSEL
The circumstances of this accident seem to 
indicate that the boat was the ship’s boat from 
the China, then at anchor in Ellen Cove. The 
boat was sprit-rigged, ballasted, and required 
four seamen as crew.

John Laurence Morley, the Albany pilot, 
had taken Caledonia out of the anchorage at 
Ellen Cove and across King George Sound to 
the open sea. On his return in the pilot boat 
he called on Captain Phillips on board China, 
then at anchor in the cove. Morley may well 
have sent his boat and crew ashore at this time. 
Later a boat with four crew sailed for the shore 
with Morley, Captain Phillips, Hugh Seymour 
Spencer and John Hassell (who had farm 
machinery and other goods being off-loaded 
from China) on board. After the accident a 
newspaper reported:

Capt. Phillips was saved by one of his boys, and it 
rebounds to the credit of this boy, whose name we 
regret we have not been able to obtain, that his master 

was indebted to him for saving his life on a previous 
occasion, when similarly circumstanced (Perth Gazette, 
28 March 1840: 2d–3a).

It was common practice for ship’s masters to 
have the apprentices or ‘boys’ crew the ship’s 
boat when going ashore. The fact that such a 
boy saved Phillips indicates that the boat was 
crewed by his own men, in this case one at least 
being a boy.

THE LOSS
As the boat tacked in the light breeze the sprit 
became tangled with the mast, and:

…one of the seamen imprudently ascended the mast, 
for the purpose of freeing it, when the boat, which was 
ballasted, hove over on one side, and instantly filled 
and sunk, leaving the whole party floating about in 
the water (Perth Gazette, 28 March 1840: 2d–3a).

Luckily a nearby boat came quickly to their 
assistance, picking up Captain Phillips, Hassell 
and the seamen. However, both Morley and 
Spencer were seen to struggle briefly then sink 
from sight. Their bodies were never found.

INITIAL SALVAGE
There is no report of the sunken boat being 
recovered.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
In the early days of the settlement at Albany 
the anchorage at Ellen Cove was often used 
by shipping, as it was more sheltered than 
Princess Royal Harbour during strong westerly 

winds. These same winds would often prevent 
a vessel entering the harbour through the 
narrow passage now called Atatürk Entrance, 
and conversely strong easterlies would hinder 
ships leaving the harbour. The Government 
Resident, Sir Richard Spencer, recognised this 
and had a road built (present day Middleton 
Road) from Ellen Cove to town along which 
goods landed at the cove could be conveyed. 
This road cost £24 to construct.

John Laurence Morley, a former master 
mariner with the Honourable East India 
Company, was pilot at Albany from 1832 to 
1834, being replaced by Lieutenant Peter 
Belches, appointed by Governor James Stirling. 
Morley became acting harbour master for 
a period during 1837, and was officially 
appointed pilot again on 3 January 1840, just 
three months before his fatal accident.
SOCIAL (3)
A subscription was taken up to provide for John 
Morley’s widow and orphan child who were 
‘left in very destitute circumstances’ (Gazette, 
28 March 1840: 2d–3a).

Hugh Seymour Spencer was the son of Sir 
Richard Spencer, Government Resident at 
Albany who had died in July the previous year.
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In February 1803 the French corvette Géographe 
under the command of Post Captain Nicolas 
Baudin anchored in King George Sound. 
Baudin very quickly sent two boat expeditions 
off, one to explore the coast between Mount 
Gardner and Bald Island, the other to survey 
Oyster Harbour. The latter was under the 
command of Midshipman Charles Baudin 
(no relation to Nicolas), and included the 
geographer Pierre Faure who was to carry out 
the survey. The boat sent to Oyster Harbour 
was a longboat, possibly the one partly built on 
the deck of the Géographe to replace one lost on 
the Tasmanian coast. Longboats, known by the 
French as chaloupes, were large open boats with 
a length of 8–9 m and a beam of about 2.7 m. 
They were heavily built to withstand hard use 
carrying anchors, barrels of water and supplies 
as well as exploring parties.

Another boat carried was referred to by 
Baudin as ‘my private boat which holds only five 
men, including the one steering…’ (Baudin, 
1974: 485). This would have been a large 
dinghy, possibly about 5 m long, much more 
lightly built than the longboat. On 21 February 
Captain Baudin took his party in the dinghy to 
explore Princess Royal and Oyster harbours. 
After entering Oyster Harbour late in the 
afternoon they encountered numerous shoals 
and ran aground two or three times, each 
time re-floating the boat with little difficulty. 
They also met up with Midshipman Baudin’s 
longboat, and the two groups camped for the 
night on the bank before heading northwards 
the following day ‘to reconnoitre the oyster-

beds spoken of by Vancouver’ (Baudin, 1974: 
486). The tide was low, and in making their way 
towards their goal the larger boat also became 
stranded several times, as did Baudin’s dinghy 
which drew only half as much water.

After locating the oysters (and eating many) 
the mouth of a river was seen and the two boats 
managed with some difficulty to gain entrance, 
during which the longboat again ran aground 
several times. Baudin named this Rivière des 
Français, now called the Kalgan River. Upstream 
the explorers were stopped by fish-traps built 
by the Aborigines. On returning down the river 
to Oyster Harbour the boats again ran aground 
on a number of occasions. The longboat, being 
much larger and heavier, took greater time 
and effort to re-float and so arrived back at 
the entrance to the harbour at midnight, two 
hours after Baudin’s dinghy. After camping at 
what is now known as Emu Point, both parties 
returned to the Géographe the next day.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The exploration of Western Australia was 
undertaken by Baudin on the Géographe 
accompanied by the Naturaliste and later the 
Casuarina. This French visit is a very significant 
event in the early European history of the State. 
Many of the place names currently used were 
given during Baudin’s voyage.
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Figure 91.  One of 
Baudin’s longboats 
approaching the 
shore. Illustration: 
Brown Collection.
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Port of Building: Calcutta, India
Rig Type: Brig
Hull: Wood
Length: 75 ft (22.9 m)
Breadth: 28 ft (8.5 m)
Tonnage: 170
Port from: Port Louis, Mauritius
Port to: Sydney
Date stranded: 24 December 1821
Location: Emu Point
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1 & 3

THE VESSEL
The brig Haldane had been built in Calcutta 
of teak, and was purchased from Captain 
Orman on 24 January 1821 for £3 000 by 
Lieutenant Phillip Parker King on behalf of 
the British Government. In July 1820, only 
six months earlier, the brig had undergone a 
very thorough refit which included being re-
caulked and newly coppered at a cost of £1 000. 
Renamed Bathurst, but often referred to as Earl 
Bathurst in contemporary newspapers, the brig 
was required as a replacement for the cutter 
Mermaid. King had carried out surveys and 
exploration in Mermaid for over three years, and 
the cutter was in urgent need of a complete and 
expensive overhaul. The Bathurst was a much 
larger vessel than Mermaid, and could carry 
more and larger boats which were needed to 
complete the survey work that King had been 
ordered to carry out. The boats carried on 
board comprised two cutters, a large launch 

and a jolly boat. King had a crew of 31, which 
included Master’s Mate John Septimus Roe, 
also referred to as ‘assistant surveyor’. Also on 
board, but not on the crew list, was a stowaway 
and Bundell, an Aborigine. He had replaced 
Boongaree, who had accompanied King on his 
earlier voyages in Mermaid.

‘His Majesty’s surveying-brig Earl Bathurst, 
Lieut. King R.N. commander, sailed this day 
on a voyage of discovery’ (Sydney Gazette, 26 
April 1821: 2b). By late September it was at 
Port Louis, Mauritius, to rest the crew and 
provision the brig. It departed Mauritius on 14 
November 1821 bound for Sydney and called at 

King George Sound to take on wood and water, 
anchoring there on 23 December.

King had previously visited King George 
Sound in Mermaid, re-fitting in Oyster Harbour 
in January 1818. He had not had any problems 
entering Oyster Harbour on that occasion, the 
least depth over the bar then being 13½ ft (4.12 
m). At that time he had anchored ‘25 yards 
from the eastern shore and not more than 50 
yards within the narrowest part of the entrance’ 
(King, 1827). In December 1821, however, he 
wanted to take Bathurst into Princess Royal 
Harbour, previously charted by Matthew 
Flinders. An examination of the anchorage 

HMS Bathurst formerly Haldane (?–1821)
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drawing is titled 
‘Entrance of 
Oyster Harbour 
King George III 
Sound: Interview 
with the Natives’, 
and shows HMS 
Bathurst at anchor 
in Oyster Harbour. 
Illustration: King 
(1827).
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using the ship’s boat found that the intended 
site was unsuitable, so King decided to anchor 
instead in Oyster Harbour to take on wood and 
water. As Bathurst drew only a little over 3.5 m 
he anticipated having ample clearance.

THE STRANDING
The Bathurst sailed along parallel to Middleton 
Beach and, after having a boat sound the 
entrance, the brig sailed in towards Oyster 
Harbour. The boat had not, however, sounded 
adequately and the bar had, like most sand 
bars, altered position and depth over time. 
Consequently the brig struck.

INITIAL SALVAGE
The remaining boats were launched to reduce 
weight and therefore draught of the brig, sails 
were set or taken in as appropriate to heel the 
vessel, and two kedge anchors were carried out 
astern. However, Bathurst did not move, so to 
further lighten it the best bower (the heaviest 
anchor weighing 662 kg) plus some of the chain 
anchor cable was dropped and the crew heaved 
once more on the kedges. Instead of moving 
the brig these anchors began to drag. King 
then ordered the stream anchor (heavier than 
the kedges) to be also laid out, and by heaving 
on all three cables the vessel was pulled off 
over two hours after first going aground. After 
thoroughly sounding the bar, and buoying the 
deepest part, King warped Bathurst into Oyster 
Harbour.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
John Septimus Roe later became Surveyor-
General of Western Australia, and carried out 
many exploratory surveys in the state.
SOCIAL (3)
Three days after leaving Sydney at the beginning 
of this voyage a stowaway had been discovered 
in Bathurst’s forward hold. It was a 14-year old 
girl named Sarah Chambers, who had hidden 
herself the day before sailing in order to be 
with the boatswain, John Longford. She had 
been his girlfriend for some time. By the time 
she was discovered the Bathurst was 200 miles 
north of Sydney, so King decided to continue 
the voyage. There was no place where the girl 
could be left ashore, as there were no English 
settlements along the coast. She therefore 
accompanied the brig for the whole voyage, but 
at a cost to Longford. He was ordered to share 
his rations, grog, slops, bedding and tobacco 
with her, presumably for the whole 341 days 
of the voyage. King was not about to let her 
become a cost to His Majesty’s Government!

REFERENCES
Hordern, M., 2002, King of the Australian Coast: The 

Work of Phillip Parker King in the Mermaid and 
Bathurst 1817–1822. Melbourne University 
Press, Carlton South, Victoria.

King, P.P. 1969 (1827), Narrative of a Survey of the 
Intertropical and Western Coasts of Australia 
Performed Between the Years 1818 and 1822: With 
Appendix Containing Various Subjects Relating to 
Hydrography and Natural History, Volume II. State 
Library of South Australia, Adelaide. (Facsimile 
Edition 1969.)

Lind, L., 1988, Fair Winds to Australia: 200 Years of Sail 
on the Australian Station. Reed Books Pty Ltd, 
Frenchs Forest, NSW.

The Sydney Gazette and New South Wales Advertiser, 7 April 
1821: 2c, 26 April 1821: 2b, 28 April 1821: 2c, 29 
December 1821: 3b & 26 April 1822: 2b.

150  Historic Shipping in Western Australia

Figure 93.  An 
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Official Number: 23706
Port of Building: Hartlepool, UK
Year built: 1855
Port of Registration: Hobart, Tasmania
Rig Type: Barque
Hull: Wood
Length: 117.0 ft (35.66 m)
Breadth: 25.5 ft (7.77 m)
Depth: 14.7 ft (4.48 m)
Tonnage: 285
Port from: Hobart
Port to: Hobart
Date lost: 22 November 1872
Location: Frenchman Bay
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 35º 4' 54" S
 Long. 117º 56' 10"E. 

This is not a GPS 
position

Protection: Maritime Archaeology Act 
1973

Significance criteria: 1, 4 & 8

THE VESSEL
The Fanny Nicholson was built under special 
survey in Hartlepool, County Durham, with 
one deck, a poop deck, an elliptical stern and 
a female figurehead. The vessel was copper 
fastened, and sheathed with felt and yellow 
metal. Damage repairs were made to the barque 
in 1856 and again in 1861. It had initially been 
used on the Liverpool to South America run, 
but was brought to Australia in the 1860s. By 
1871 it was owned by Captain John McArthur 

of Hobart and William Andrews, and was 
being used for whaling out of Hobart. At the 
conclusion of its first voyage as a whaler out of 
Hobart, Fanny Nicholson returned with 53 tuns 
of sperm oil on board. On that voyage it had 
lost a man and a boat when a whale crushed 
the boat in its jaws.

The Fanny Nicholson sailed from Hobart on 
20 April 1872 under the command of Captain 
W. Gaffin with a crew of about 25, to hunt for 
whales along the south coast of Australia. By 
November it was in the Albany area. Various 
contemporary newspaper reports have the 
amount of whale oil on board as being 52, 54, 
60 or 70 tuns. The vessel and cargo were only 
partly insured.

THE LOSS
On Thursday 21 November 1872 the crew of 
the Fanny Nicholson harpooned a whale and, 
after tying it alongside, entered Frenchman 
Bay. They anchored with two anchors down 
prior to cutting and trying the whale. The 
following night a heavy gale struck from the 
south-east and the barque parted both anchor 
cables and ‘ship and whale went ashore’ (Perth 
Gazette, 29 November 1872: 3e). All the crew 
got ashore safely.

INITIAL SALVAGE
On 21 December 1872 Captain McArthur, part 
owner of the wrecked whaler, advertised in a 
Hobart newspaper for a vessel he could charter 
to sail to Albany to bring back to Hobart whale 
oil and gear salvaged from the wreck of the 

Fanny Nicholson, along with its crew. The barque 
Free Trader (206 tons, Captain Robinson) was 
given the charter, and departed Hobart on 27 
December for Albany via Adelaide. Captain 
Robinson wanted to call at Adelaide as he had 
a cargo of Tasmanian timber to be offloaded 
at that port. Captain McArthur boarded the 
R.M.S. Bangalore at Hobart to also travel to 
Albany in order to ‘look after the interests of 
all concerned in the wrecked whaling barque 
Fanny Nicholson’ (Mercury, 7 January 1873: 2f). 
Having loaded the salvaged material and the 
stranded crew (as well as Captain McArthur), 
Free Trader left Albany on 2 February 1873 and, 
after experiencing adverse winds, arrived back 
in Hobart on 3 March. Included in the cargo 
were 52 tuns of salvaged whale oil.

At an auction held at the New Wharf in 
Hobart on 12 March, the following items from 
the wreck of Fanny Nicholson were offered for 
sale:

Five whaleboats, oil casks, chronometer, telescope, field 
glass, three casks ship’s bread, five hogsheads and casks 
flour, four casks sugar, six casks beef, boat compasses, 
standing and running rigging, wire rigging, wheel, 
tiller, cutting-in blocks, double and single blocks, oars 
and steer oars, cutting-in spades, harpoons, lances, 
masthead gear complete, fluke chains, small chain, 
kedge anchor, caboose and fittings, coolers, tubs, 
harness cask, buckets, whale lines, line tubs, tool chest, 
muskets, ship’s bell, boat masts and sprits, binnacle 
and compass, ship’s light-house, fishing lines, spun 
yarn, cabin fittings, gratings, iron work and sundry 
gear.

Fanny Nicholson (1855–1872)

 Bald Head to Cape Vancouver 151

Worsley3Final.indd   151 14/04/2015   2:18 pm



The whole of the sails belonging to the ship, pea jackets, 
jumpers, blue serge shirts, striped shirts, woollen 
drawers, worsted stockings, mole trousers, blankets, 
comforters, men’s boots, &c.
Terms – Under £50, Cash, above that sum approved 
bills at three months (Mercury, 7 March 1873: 4).

(One wonders what other ‘sundry gear’ and 
‘&c’ could possibly have been.)

The same newspaper praised the casks 
used on board Fanny Nicholson for the storage 
of whale oil:

Tasmanian Casks. – We had yesterday an opportunity 
of inspecting the casks containing sperm oil, which have 
been landed on the New Wharf from the barque Free 
Trader, which recently returned from King George’s 
Sound with the oil and other material recovered from 
the wreck of the whaling barque Fanny Nicholson. 
Notwithstanding the length of time which the casks 
were in the wrecked barque before her loss, and the fact 
that they were afterwards subject to fully two months’ 
exposure on the sandy beach of King George’s Sound, 
in the heat of the summer months, they are in all 
respects as good and tight as when they first left the 
cooper’s hands. This speaks well for the workmanship 
of Tasmanian coopers, and affords a satisfactory proof 
of the durability of Tasmanian timber, its capability 
to withstand exposure, and its adaptability for works 
where durability is an essential requisite.

SITE LOCATION
The wreck of Fanny Nicholson lies in the 
intertidal zone on Goode Beach. The position 
of the wreck was plotted by Staff Commander 

W.E. Archdeacon, and is marked on his chart 
of Princess Royal Harbour dated 1877.

SITE DESCRIPTION
The wreck lies parallel to the beach and is 
almost always covered in sand, so is rarely 
visible. Occasionally the sand shifts enough 
for the upper part of the wreck to be seen in 
1–2 m of water very close to the shore. There is 
likely to be a substantial amount of the bottom 
of the hull buried in the sand.

H.L. Hartman writing in 1975 stated that 
some 50 years previously an exceptionally low 
tide combined with considerable scouring away 
of sand had uncovered a large amount of a 
hull which he thought might be that of Fanny 
Nicholson. He saw a stern post sticking up about 
6 feet (1.8 m) which he described as being of 
steel. Further research indicates that Hartman 
was most likely describing the remains of the 
iron lighter abandoned during the 1890s in the 
same general area (see entry).

EXCAVATION AND ARTEFACTS
The Western Australian Museum has a number 
of pieces of timber recovered from a wreck 
thought to be that of Fanny Nicholson.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The remains of Fanny Nicholson are not of 
themselves as interesting to historians as 
the detailed list of goods salvaged from 
the wreck. This list indicates the variety 
of food, tools, navigation equipment, etc. 

which was carried on board a whaling ship 
at that time.
ARCHAEOLOGICAL (4)
The hull and associated artefacts of Fanny 
Nicholson are archaeologically significant as it 
was a British-built vessel outfitted by Australians 
for whaling in Australian waters.
REPRESENTATIVE (8) 
The Fanny Nicholson is representative of the 
many whaling ships which worked waters off 
the south coast of Western Australia during 
the 19th century.
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Official Number: 32032
Port of Building: Hobart
Year built: 1849
Port of Registration: Hobart
Rig Type: Barque
Hull: Wood
Length: 103.6 ft (31.6 m)
Breadth: 23.2 ft (7.1 m)
Depth: 15.5 ft (4.7 m)
Tonnage: 284
Port from: Hobart
Port to: Hobart
Date lost: 19 December 1881
Location: Frenchman Bay
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 35º 4' 54" S
 Long. 117º 56' 10"E. 

This is not a GPS 
position

Protection: Maritime Archaeology Act 
1973

Significance criteria: 3, 6 & 7

THE VESSEL
The Runnymede was built by John Watson at 
Battery Point in Hobart for Askin Morrison, 
who named it after his estate on Tasmania’s 
east coast. Registered at Hobart (No. 25/1849), 
it had two decks, a scroll stem and a square 
stern. John Watson favoured building vessels 
from Tasmanian blue gum, Eucalyptus globulus, 
claiming: ‘I have found blue gum, which 
grows in great quantities in the forests, equal 

to English oak in durability, and superior to 
it on account of the long lengths obtainable’ 
(quoted in O’May, n.d.: 60). The Runnymede was 
built from this timber, although Huon pine was, 
and is still, considered Tasmania’s premier ship 
building timber, and may well have also been 
used in its construction.

At some time prior to 1874 the Runnymede 
was purchased by Alex McGregor and James 
Bayley, the latter commanding the vessel on 
its whaling voyages for many years. It was 
still registered at Hobart (No. 7/1874). On 
27 October 1881 the Runnymede under the 

command of Captain J. Travis with a crew of 27 
put in to Albany, as the second mate, William 
Travis, had been badly injured when a whale 
stove in a boat. This was certainly not the first 
visit of the Runnymede to Albany, as it is recorded 
as arriving at the port on 9 May 1876 under the 
command of Captain Thomas Davis, with 66 
tuns of oil on board.

THE LOSS
On Wednesday 14 December 1881 the 
Runnymede anchored in six fathoms (11 m) at 
Frenchman Bay in order to take on fresh water. 
The log for the next four days reads:

Runnymede (1849–1881)
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Illustration: 
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Sat, Dec 17th; At daylight a strong breeze from eastwards 
and the ship rideing [sic] at anchor with 30 fathoms 
chain. At 10pm let go second anchor and payed out 
to 45 fathoms.
Sun, Dec 18th; At daylight a fresh gale from eastwards, 
the ship rideing with two anchors down. 60 fathoms 
on port one and 40 on the other, regular watches kept. 
At noon the gale stronger. At 8pm set the sea watches. 
The Mate headed the first watch. At 15 minutes past 
midnight parted the port chain got the large anchor 
and bent it on to the port chain, let it go and paid 
out 20 fathoms chain on it and other anchor held on 
without dragging.
Mon, Dec 19th; At daylight rideing with both anchors 
out. The gale continuede [sic] the same. At 6.30am 
parted the starboard chain and ship went on shore and 
the crew were employed saving what they could. At 5pm 
all hands got ashore safely.
Tues, Dec 20th; At daylight the weather fine and the 
crew employed gitting [sic] the stores from the wreck. 
The water about 5 feet in the hold. At sundown the 
crew came ashore for the night (Dickson, 2007: 587).

It was recorded in several newspapers that 
the Runnymede was a complete wreck. ‘The 
crew, stores and oil, were all saved. It is curious 
that some years ago, another whaler grounded 
in Frenchman’s Bay under very similar 
circumstances’ (West Australian, 3 January 1882: 
2g). This was the Fanny Nicholson (see entry), 
and the Runnymede came to rest ‘alongside the 
few timbers which yet remain to mark the spot 
where the former disaster occurred’ (Mercury, 
27 January 1882: 2a).

INITIAL SALVAGE
Commencing the day following the wrecking 
the Runnymede was stripped of everything of any 
value, and the stores, casks of oil, whaling gear, 
boat davits, spars, etc., stacked on the beach. 
After this the men stripped the barque of its 
rigging, then over the three days 2–4 January 
the crew set up sheer legs and removed all 
three masts. These spars were also landed on 
the beach.

On 7 January 1882 the convict-built whaling 
barque Emily Downing (269 tons, Captain 
McGregor) departed Hobart for Frenchman 
Bay to recover the material salvaged from 
the stranded Runnymede. After weathering a 
succession of gales the Emily Downing arrived at 
Albany on 1 February. The crew found:

The Runnymede was lying well up on the sandy beach 
– it being possible to walk round her at low water – and 
had her starboard side bilged, the port one being alright 
(Mercury, 21 March 1882: 2).

Some difficulty was experienced in loading 
the material on board the Emily Downing 
because of strong easterly winds and heavy 
surf. The barque finally sailed for Hobart on 25 
February, carrying the first and second mates 
and seven of the crewmen from the Runnymede, 
arriving at that port on 19 March. Included in 
the salvaged goods were 16 tuns of oil, 5 boats, 
spars and other gear. Captain Travis remained 
at Albany until the sale of the wreck of the 
Runnymede on 2 March.

In early 1882 William Jenkins Gillam of 
Albany purchased the wreck of the Runnymede, 

intending if possible to use it as a coal hulk. 
He used a new pump specially constructed 
for the job, the design being based on pumps 
used at the gold diggings in California. Having 
previously patched the damaged hull, on Friday 
28 April he and his workmen took the pump 
by steam launch to the wreck site and set it up. 
They pumped for 3½ hours, lowering the water 
inside the Runnymede by 25 inches (0.635 m). 
The following morning they found that the 
water had risen 10 inches (25 cm) overnight, 
indicating a small leak. This was found, patched 
and the stranded barque pumped empty. At 
that stage of the salvage there were still many 
tons of ballast to be removed before the hull 
could be floated into deep water.

The stranded Runnymede was subsequently 
re-floated:

The stranded Hobart whaler Runnymede has recently 
been floated in Frenchman’s Bay, Albany. It is intended 
to use her as a coal hulk (Inquirer, 24 May 1882: 5c).

There is some doubt as to what happened to 
the Runnymede after this. Boocock, et al, 1990, 
refer to it, after use as a coal hulk, as being 
returned to Frenchman Bay and burned. This 
reference, however, occurs in a newspaper 
only 19 days after the report of the vessel first 
being re-floated. This indicates that despite his 
intention, Gillam may not have been able to use 
the Runnymede as a hulk. It is possible that after 
salvage he realised that the damage was more 
severe than initially thought, and burned the 
wreck for the metal fastenings.
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SITE LOCATION
The wreck of the Runnymede lies in the intertidal 
zone on Goode Beach, close to but southward 
of the wreck of the Fanny Nicholson (see entry).

SITE DESCRIPTION
The wreck lies parallel to the beach, and 
is almost always covered in sand and rarely 
visible. Occasionally the sand shifts enough 
for the upper part of the wreck to be seen in 
1–2 m of water very close to the shore. Howard 
L. Hartman writing in 1975 stated that some 
50 years previously an exceptionally low tide 
combined with considerable scouring away of 
sand had uncovered a large amount of the hull. 
A substantial amount of the below waterline 
section of the hull is believed to remain in 
good condition.

EXCAVATION AND ARTEFACTS
In 1989 and 1993 timber samples from 
the frames and planking were analysed by 
conservators from the Western Australian 
Museum and shown to be Eucalyptus species. 
This would be in accord with the Runnymede 
being built of Tasmanian blue gum. At that time 
a ballast stone, bottle neck inscribed ‘HVH’ and 
a fastening were also collected.

Hartman, who was born in 1902 and lived 
in Albany, says that he recovered some yellow 
metal and copper fastenings from the wreck 
of the Runnymede. They were for his father, a 
bronze caster at a local engineering works, but 
they proved to be useless as they had been too 
severely corroded.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
Runnymede and Emily Downing were both 
whaling barques which were built in Tasmania. 
The Emily Downing, formerly Lady Franklin, 
had a remarkable history. Built in 1841, it 
was used as a convict transport in Australian 
waters, during which time the prisoners 
successfully captured the vessel. The cabin 
boy was subsequently able to free the crew 
and guards. Sold out of government service 
the re-named barque was sent whaling, and 
during this time went to King George Sound 
to collect the salvaged material from the wreck 
of the Runnymede. Emily Downing ended its days 
as a powder hulk in Tasmania until broken up 
in 1907 after 66 years of service.
SOCIAL (3)
On one voyage the Runnymede had been 18 
months at sea without catching a single whale, 
the crew had lice, and their clothing had 
worn out and needed replacing. However, 
the captain refused to open the slop chest as 
the men, being paid by the lay system, had no 
money due to them and were not in a position 
to pay their debts. One crewman composed a 
ditty which was sung around Hobart on their 
return:

Shout boys, hurrah boys,
We welcome it – Godspeed!
We’ve had 18 months starvation
In the lousy Runnymede (Lawson, 1949: 65).

During the 1860s one of the crewmen 
on the Runnymede was an Aborigine named 

William Lanney (or Lanne). He was the 
husband of Trugannini, considered to be the 
last full-blood Tasmanian Aborigine. Lanney 
received the sobriquet of ‘King Billy’, and 
was considered by some to have been the 
last full-blood male Tasmanian Aborigine. 
In 1868 he was presented to Prince Alfred, 
Duke of Edinburgh, then visiting Hobart. He 
was considered a good seaman by his fellow 
crewmen, four of whom acted as pallbearers 
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Figure 95.  Captain 
James Bayley, 
part-owner of the 
Runnymede. 
Photo: Lawson 
(1949).
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when he died in 1869. Lanney’s casket was 
draped with the Runnymede’s flag, along with a 
possum skin rug and some Aboriginal weapons. 
It was accompanied to the cemetery at St 
David’s Church in Hobart by about 100 seamen, 
including some captains, from ships in the port. 
The body was later desecrated.
ARCHAEOLOGICAL (4)
The hull and associated artefacts of the 
Runnymede are archaeologically significant 
as rare evidence of a well-preserved colonial-
built whaling vessel engaged in 19th century 
whaling activities. In the sand hills just inland 
from the wreck is the site where the salvors 
camped in early 1882. This site has yielded a 
number of artefacts associated with the wreck 
and the salvors, including brass door hinges 
and clay pipes.
INTERPRETIVE (6)
An informative sign has been placed at a car 
park above the beach where the wreck of the 
Runnymede lies. 
RARE (7)
The Runnymede is a rare example of a ship 
built in Australia specifically for whaling, and is 
probably the only vessel of this type in Western 
Australia.
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Official Number: 131620
Port of Building: Fremantle
Year built: 1896
Port of Registration: Fremantle
Rig Type: Lighter
Hull: Wood
Length: 80.33 ft (24.49 m)
Breadth: 18.75 ft (5.72 m) 

(McKenna, 1959) 
or 19.75 ft (6.02 m) 
(Dickson, 1996)

Depth: 5.58 ft (1.7 m) 
(McKenna, 1959) 
or 6.33 ft (1.93 m) 
Dickson, 1996)

Tonnage: 47.39 gross, 43.64 net
Date lost: 1921
Location: Whalers Beach, 

Frenchman Bay
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 35º 05.46702' S
 Long. 117º 56.59002' E
Significance criteria: 1, 2 & 6

THE VESSEL
The Elvie was built of jarrah (Eucalyptus 
marginata) by Robert Howson and William 
Murray as a flat bottomed dumb lighter. 
Although the certificate of registration states 
the place of construction as Fremantle, 
photographs by one of the builders, William 
Murray, indicate that it was launched sideways 
from where it had been built on the banks 
of the Canning River (Dickson, 1996). The 

original owners were McIlwraith, McEacharn 
and Company who used it at Albany. They did 
not register it at Fremantle until 1911 (No. 
25/1911).

The registration of the Elvie was closed on 
14 July 1915 due to the vessel being sold to 
foreign (Norwegian) interests. The lighter 
was then used by the Norwegian-owned 
Spermacet Whaling Company to transport 
barrels of oil from the shore station in 
Frenchman Bay to ships anchored in deep 
water offshore.

There is some evidence that the lighter may 
have been used prior to this, during the actual 
construction of the whaling station. Traces of 

lime have been found on some of the internal 
timbers of the wreck, leading archaeologists 
from the Maritime Archaeology Department, 
Western Australian Museum, to suggest that it 
possibly carried building material. At that time 
the only access to the Frenchman Bay site was 
by sea. Although the machinery for the station 
was brought from Norway by the Prince George, 
building material would have been brought to 
the site by local shipping.

There is considerable confusion over the 
shape of the stern of the Elvie. According to 
the registration particulars the vessel had one 
deck, two bulkheads, a straight stem and a 
round stern. Some other references state that 

Elvie (1896–1921)
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the lighter was double-ended. A photograph 
taken in August 1989 (Bower, et al, 1990, Plate 
9a, page 53) of the partly uncovered wreck of 
the Elvie shows what appears to be a round, or 
possibly elliptical, stern slightly seaward of a tall 
post. It is possible that at various times it has 
been incorrectly identified as the stern post, 
particularly when the structure behind the post 
has been covered by sand.

A further photograph taken in 1922 stated 
to be of the wreck of the Elvie, and published 
in two separate publications (Marshall, 2001: 
149 and Lovell (ed.), 1975: 6) appears to show 
a vessel with a flat or almost flat transom. This 
does not concur with either a round stern as 
stated in the registration, or double-ended as 
appears to be commonly thought. It is possible 
that this photograph depicts the wreck of the 
Fram, also owned and then abandoned by the 
Spermacet Whaling Company. It was driven 
ashore close to the Elvie during the same gale 
(see entry).

THE LOSS
With the closing of the whaling station in 1917 
the Elvie was left abandoned on its moorings. 
In 1921 a very severe gale from the south-
east struck the Albany area, and the lighter, 
dragging its mooring, was driven aground 
and filled with sand. Because of uncertainty 
over ownership the lighter was not salvaged. 
Over succeeding years parts of it were used 
for firewood by picnicking families, and the 
remainder gradually buried under beach sand.

The 1921 gale also caused considerable 
damage to the whaling station, wrecking the 

loading jetty and washing away most of the 
slipway and flensing deck. The station was 
subsequently dismantled and sold for scrap.

SITE LOCATION
The wreck of the Elvie lies partly buried at 
the western edge of Whalers Beach, south of 
Vancouver Point in Frenchman Bay.

SITE DESCRIPTION
The Elvie settled heeled to port, bows pointing 
inland, and stern buried in the intertidal zone. 
Attempts to excavate and record the stern 
in 1990 proved unsuccessful due to constant 
filling by waves and sand. It was reported 
that ‘the stern end of the vessel had largely 
disappeared’ (Bower, n.d.: 3). The tops of some 
frames are above sand level, but most of the hull 
remains buried. The top two or possibly three 
strakes of planks have gone, and the exposed 
frames are degraded, mainly by sand erosion, 
while the wood covered permanently by sand 
remains reasonably sound. Frames measure 7 
cm by 13 cm, while the planks are 21cm by 4.5 
cm and the ceiling planks 21 cm by 6 cm.

EXCAVATION AND ARTEFACTS
Bolts from the wreck of the Elvie were taken for 
analysis by staff from the Western Australian 
Museum, together with a wooden knee 84.5 
cm long, 48.5 cm high and 5 cm thick. Timber 
samples taken from the wreck were found to 
be jarrah.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The owner of the Elvie at the time it was 
lost was the Norwegian Spermacet Whaling 
Company, a subsidiary of Chr Nielson and Co. 
This company was granted a licence in 1911 
to hunt whales in the area from Cape Leeuwin 
eastward to the Recherche Archipelago. Basing 
operations at Albany, the company initially 
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Whalers Beach. 
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used a floating factory ship, the Vasco Da Gama 
anchored in Frenchman Bay, and two whale 
chasers, the Fynd and the Klem. Two more 
chasers, Commonwealth and Karrakatta, were 
soon added to the fleet. The first whales were 
caught on 4 November 1912.

In January 1913 a further two whale chasers 
and another factory ship, the sailing ship Prince 
George, arrived. These vessels, and others owned 
by Chr Nielson and Co., alternated between 
the north-west coast and the south coast of 
Western Australia depending on the season 
when whales were in these areas. In early 1914 
the company began construction of its shore 
station at Frenchman Bay. Built partly of local 
timber supplied by the Denmark Timber 
Company, the station commenced operations 
in November of that year. A little over 12 
months later the company announced that it 
was closing the station, and by November 1916 
most staff had gone.
TECHNICAL (2)
As the Elvie was built for lightering in sheltered 
waters the planking was thinner than the 
ceiling. This latter was required to take the hard 
knocks of loading cargo, while the planking did 
not have to stand up to the battering of large 
waves on the open sea. This is uncommon in 
ship building practice.
INTERPRETIVE (6)
The wreck of the Elvie is visible though partly 
buried in sand. Being easily accessible it has the 
potential to provide public education through 
on-site signage.
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Port of Building: Norway
Rig Type: Launch
Hull: Wood
Length: 40 ft (12.19 m)
Engine: Single cylinder crude oil 

engine
Date lost: 1921
Location: Whalers Beach, 

Frenchman Bay
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1

THE VESSEL
The Fram was used by the Norwegian Spermacet 
Whaling Company at Frenchman Bay to tow 
both whales and the lighter Elvie (see entry). It 
had been built in Norway and brought out to 
Western Australia when the station was started 
in 1911. It was fitted with a single cylinder 
crude oil engine driving a large propeller 
at slow revolutions. Crude oil engines were 
slow revolution internal combustion engines 
capable of burning almost any type of oil, and 
were precursors to modern diesel engines. 
The engine was covered, but the boat itself 
was open.

THE LOSS
According to Les Douglas of Albany, the Fram 
was abandoned by the Norwegians when the 
whaling station was closed. It and the Elvie 
were subsequently washed ashore in the same 
storm, and probably came to rest in roughly 
the same area.

INITIAL SALVAGE
The engine and propeller were, in all 
probability, salvaged as the Fram lay on the 
shore. The wreck is believed to have fairly 
quickly disappeared, having been either buried 
in the sand or broken up.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The wreck of the Fram is associated with the 
Spermacet Whaling Company which operated 
at Frenchman Bay for over four years.
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Fram (?–1921)
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Official number: 36660
Port of Building: Saint John, New 

Brunswick, Canada
Year built: 1860
Rig Type: Schooner
Hull: Wood
Length: 94.0 ft (28.65 m)
Breadth: 23.2 ft (7.07 m)
Depth: 11.4 ft (3.48 m)
Tonnage: 91.84
Date lost: 1 April 1910
Location: Frenchman Bay
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 35º 05.50098' S
 Long. 117º 56.62998' E
Significance criteria: 1 & 7

THE VESSEL
The Rip was a schooner almost identical to the 
famous racing yacht America. Built by Francis 
Smith at Cedar Point in New Brunswick, the 
Rip arrived in Melbourne on 2 May 1860, 122 
days out from Canada. After registering the 
schooner at Melbourne the owners, Lorimer, 
Mackie and Rome, sold it only two days later 
to the Port Phillip Sea Pilots for £4 528. They 
had bought it as a replacement for their pilot 
cutter Anonyma, which had been wrecked at 
Londsdale.

On 15 July 1873 near Point Nepean the Rip’s 
mainsail was struck by a series of tremendous 
breaking seas which set the schooner on to its 
beam ends, before carrying away the main mast. 
One pilot and three crewmen were washed 

overboard and drowned, and the interior of 
the vessel smashed. Repairs were carried out 
at a cost of £1 600.

In 1901 W. Oxley of Melbourne purchased 
the Rip for fishing in Western Australian waters. 
In 1904 he sold it to Alex Armstrong of Albany 
for £350. Armstrong was in partnership with 
George Waters, and they intended to use the 
Rip as a lighter, so it was not registered. There 
were problems in that the old vessel was leaking 
badly due to worm damage in the keel and the 
garboard strakes.

THE LOSS
In 1910 the Rip was careened in the calm 
waters of Frenchman Bay in order that an 
assessment of the condition of the boat could 
be made. Damage was found to be so severe 
that the vessel was abandoned as not being 
worth repairing. The Rip subsequently dragged 
ashore, so the owners attempted to burn it. 
This was only partly successful, with just the 
seaward side burning. The wreck lay broadside 
on to the beach, canted towards the sea at a 
steep angle. It rapidly began to go to pieces. 
Howard L. Hartman, in a letter to the Western 
Australian Museum, states that he remembers 
fishing from the wreck when he was a child. At 
that time it still had a great deal of fishing gear 
inside, suggesting that it was not cleaned out 
after use as a fishing boat, and may therefore 
never have been used as a lighter.

SITE LOCATION
The wreck of the Rip lies about 100 m south-

east from the wreck of the Elvie, closer to 
the watering place shown on chart BA 2619 
and now commonly referred to as Vancouver 
Springs.

SITE DESCRIPTION
The wreck of the Rip lies in the surf zone in less 
than two metres of water at the north-western 
end of Whalers Beach. The overall length of 
the site is 15.62 m, and there are a number of 
pieces of timber, including the keel and some 
frames, together with pieces of charred timber 
lying on the sand nearby.

EXCAVATION AND ARTEFACTS
Some of the deck planks from the wreck of the 
Rip were used soon after the end of World War I 
to construct a deck on a lighter built by William 
Douglas on the banks of the Kalgan River (see 
entry Unnamed lighter (1920–1922)). These 
planks had washed ashore some years earlier.

In March 1999 the wreck of the Rip was 
inspected by Adam Wolfe on behalf of the 
Western Australian Museum. Some samples 
of timber were obtained, as well as some 
tarred felt. The timber samples were analysed 
and found to be larch and birch (American 
timbers), and Eucalyptus melaleuca leucadendron, 
local paper-bark probably used at some time 
for repairs.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The accident in Melbourne in which the four 
crewmen were lost overboard from the Rip 

Rip (1860–1910)
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resulted in the formation of the Victorian 
Humane Society, later to become the Royal 
Humane Society of Australasia. The first 
recipient of the award (posthumously) was 
James Marr, mate of the Rip, who had sacrificed 
his life so that the crew remaining on board 
could sail the stricken schooner to safety.
RARE (7)
The Rip is rare in being a working vessel 
designed along almost identical lines to 
America, one of the most famous vessels in 
yachting history. The America was inaugural 
winner in 1851 of the Cup which now bears 
its name.
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Figure 101.  From 
time to time the 
remains of the Rip 
are uncovered by 
shifting sands. 
Photo: Patrick 
Baker.
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Port of Building: Albany
Year built: 1863
Rig Type: Lighter (originally yawl 

rigged)
Hull: Iron
Length: 76.0 ft (23.2 m)
Breadth: 18.0 ft (5.5 m)
Depth: 10.0 ft (3.05 m)
Tonnage: 140
Date lost: c. 1890
Location: Frenchman Bay
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 35º 05.55102' S
 Long. 117º 56.80602' E
Protection: Maritime Archaeology Act 

1973
Significance criteria: 1

THE VESSEL
This lighter was one of four large lighters 
prefabricated from 6 mm iron plates in 
England and shipped, along with the necessary 
tools to assemble them, on the P&O sailing 
ship Haddington (1 459 tons, Captain Browne). 
It arrived at Albany from Southampton on 4 
December 1862. During 1863–64 the lighters 
were assembled under the supervision of 
Captain Charles Loius van Zuilecom on a 
flat rock near the company’s jetty. Although 
described by the company as barges, they 
appear to in fact have been yawls, possibly 
capable of long sea voyages. On 4 May 1863 
a Perth newspaper’s Albany correspondent 
reported:

The first of the P&O Company’s new lighters under 
construction has been launched and named Albany. I 
learn that the second is to be called Fremantle. Though 
these vessels are reckoned barges by the Company, they 
are really fine coasters of 140 tons each, length 76 feet, 
beam 18 feet, hold 10 feet, and masts of 45 and 20 
feet, yawl rigged, and it was originally intended to sail 
them out from England (Inquirer, 13 May 1863: 2f).

The lighter is thought to have had a counter 
stern (Bocock, et al: 35).

The second lighter was launched on 29 
August 1863 by ‘Miss Symers’ (most probably 
one of the daughters of Captain Thomas 
Symers of Albany) and named Fremantle. The 
last was launched in April 1864.

The lighters were used by P&O to carry 
water, coal and stores out to ships anchored 
in Princess Royal Harbour. There is some 
evidence that at least in later years they 
were towed to the waiting vessels by tugs 
or launches. In his reminiscences Captain 
Ernie Donohue states that one of his jobs 
was towing three lighters ‘of 130 tons each 
from Frenchman’s Bay outside Albany to the 
Town jetty full of water for shipping callers’ 
(Marshall, 2001: 277). The lighters were 
divided by bulkheads into five or six separate 
holds, and were capable of carrying 500 tons 
of water. After the withdrawal of P&O from 
Albany the lighters were used by the Douglas 
family, Norman Pannet and the Armstrong 
and Waters Lighterage Company.

THE LOSS
At some time about 1890 this lighter was 
abandoned in Frenchman Bay.

Another of the lighters was destroyed near 
Whale Rock in 1928 (see entry). The wreck 
of a third iron lighter is shown on two sketch 
maps, one by Howard Hartman and the other 
by Les Douglas, published in Marshall, 2001. 
The wreck is shown just to the east of the base 
of the P&O coaling jetty.

SITE LOCATION
The wreck of the lighter on Whalers Beach lies 
10–15 m off the shore, between the ruins of the 
old Norwegian whaling station and Vancouver 
Springs. 

SITE DESCRIPTION
The wreck lies in 3 m of water approximately 
parallel to the shore, with the bow pointing 
to the east. Excavations by Boocock, et al, 
in 1990 uncovered both the bow and stern 
posts, frames and plating, but the profusion 
of iron beams across the site prevented an 
examination of the keel. The wreck is about 
24 m in length and 5.4 m wide. There is timber 
associated with the iron remains, which was 
probably part of a timber deck. The structure 
of the barge has been badly broken up, a 
considerable amount has corroded away and 
the deck beams have collapsed. According 
to local sources the wreck originally lay on 
the beach until changes in the shoreline 
left it in the surf zone, where it is subject to 
considerable water and sand movement. This 

Lighter (1863–c. 1890)

 Bald Head to Cape Vancouver 163

Worsley3Final.indd   163 14/04/2015   2:18 pm



would have been a major contributor to its 
disintegration.

EXCAVATION AND ARTEFACTS
Samples of timber were collected, along with 
a whale’s tooth.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
Water for filling the lighters was originally 
obtained from a spring that had been dammed 
at Frenchman Bay. It was then piped to the 
lighters along a small jetty. The dam remains, 
hidden in dense bush, but the pipeline and 
jetty have long disappeared. There is some 
evidence that at one time the water may have 
been conveyed to the floating dock (see entry) 
and stored there until required.

Charles Louis van Zuilecom who supervised 
the building of the lighters was also the 
designer and builder of the P&O Company’s 
floating dock, launched in April 1866, this 
being the first of only three wooden floating 
docks built in Australia (see entry). He arrived 
in Albany on board the steamer Bombay (1 186 
tons, Captain Methwen) at about the same 
time as the material and tools brought by 
the Haddington. He later resigned from the 
company and moved to Kojonup to become 
that town’s first resident magistrate.
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Figure 102.   
Vancouver Spring is 
now hidden in the 
bush at Frenchman 
Bay. Photo: Peter 
Worsley.
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Rig Type: Boat
Hull: Wood
Port from: Albany
Port to: Albany
Date lost: January 1829
Location: King George Sound
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
Nothing is known regarding the specifications 
of this boat from the brig Amity. It had earlier 
been retained at the settlement by Major 
Edmund Lockyer when the Amity left. In 1829 
a boat, and in this case an old boat, would 
most likely have been a longboat or similar 
craft having a length of 8–9 m and a breadth 
of 2.5–3 m. Major Edmund Lockyer’s journal 
entry for 27 December 1826, only two days after 
arrival at King George Sound, mentions that 
the carpenter was repairing the Amity’s boat.

The small settlement was greatly dependent 
on the few boats in its fleet, which were moored 
in the shallows of Hanover Bay. They were 
used for fishing and seal hunting, and the 
collection of building materials such as timber, 
thatching and lime from the southern side of 
Princess Royal Harbour. They also brought to 
the settlement the vegetables that were being 
grown on Green Island in Oyster Harbour. 
Local exploration, particularly of the King and 
Kalgan rivers, was carried out in these boats. On 
occasions they were also used to carry ballast 
and water out to visiting ships.

THE LOSS
On 25 March 1829 Lieutenant George Sleeman, 
Commandant at Albany, sent a report to the 
Colonial Secretary, Alexander Macleay, in 
Sydney. Item 12 in his report stated:

I regret to state the loss of the old Settlement boat, which 
however was feeble and almost useless. I sent five Men 
in her about two Months ago to procure some Seal 
Oil for the use of the Settlement; and, being tempted 
by success and a fair wind, they went further than I 
intended and landed on an Island called by the sealers 
Friendly Island; but, as there was no water there, two 
of the Men were sent in the boat to the Main Land to 
get some, in endeavouring to do which the boat was 
wrecked by the Surf.
One of the three Men left on the Island Swam to the 
Main land (a distance of about a Mile and a quarter) 
and returned to the Settlement before the two who had 
landed in the boat, and I soon succeeded in getting the 
other Men back in safety and also all the Materials of 
the old boat (Historical Records: 527-528).

INQUIRY
There is no mention in Sleeman’s report of an 
inquiry, but there is no doubt that he closely 
questioned the soldiers regarding the incident 
which resulted in the loss of a boat so essential 
to the remote settlement.

INITIAL SALVAGE
As stated in Sleeman’s report, bits of the 
old boat were recovered. At that time the 
considerable effort needed to fell trees and 
cut and shape timber necessitated the re-use of 

every suitable piece from an otherwise useless 
vessel. Also recovered were the 10 gallons 
(45.5 litres) of seal oil and 52 skins, of which 
12 were from the more valuable fur seals which 
had been obtained by the men prior to being 
shipwrecked. These items were distributed 
among the people of the settlement.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Lance Sergeant John Hoop received one of 
the good quality fur seal skins as a reward for 
his efforts in rescuing the men from the island. 
Mokare, a local Noongar man who had given 
much assistance to the settlers, was given a 
jacket made from some of the seal pup skins.
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Hull: Wood
Date lost: 21 December 1887
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 8

THE VESSEL
Surf-boats were open boats used to transport 
cargo and people between ship and shore. 
They were designed to withstand launching 
and landing through surf, and were especially 
used in open anchorages where little shelter 
from the ocean swells existed. Many of them 
were based on the lines of a whale-boat and 
would have been of a similar length, that is, 8 
or 9 metres. Most would have been locally built, 
and propelled by oars.

THE LOSS
Early on Wednesday 21 December William 
Douglas discovered that his sur f-boat, 
normally kept moored near the jetty, had 
been stolen. A water breaker (small cask) and 
oilskin coat had also been stolen, these from 
Mr Alexander Armstrong’s steam launch 
moored nearby. 

INQUIRY
A month after its disappearance the wreck of 
the surf-boat was located in Two People Bay. 
Emil Muller was charged with its theft, receiving 
a term of imprisonment with hard labour. He 
later received a further month’s imprisonment 
when the stolen breaker and what appeared to 
be the burnt remains of the oilskin coat were 

found by Police Constable Jacobs near the 
wreck of the surf-boat.

INITIAL SALVAGE
From the contemporary newspaper reports 
it would seem that the boat was very badly 
damaged and was not salvaged.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
This surf-boat is representative of the many 
similar craft used in loading and offloading 
cargo at ports and anchorages all along the 
south coast of Western Australia during the 
19th and early 20th centuries.

REFERENCES
Dickson, R., 2012, Maritime Matters of the South Coast of 

Western Australia: Every Known Maritime Incident 
from the Leeuwin to Eucla. Hesperian Press, 
Victoria Park.

The Albany Mail and King George Sound Advertiser, 24 
December 1887: 2g & 1 February 1888: 3a.

Unnamed surf-boat (1887)
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Figure 103.  William 
Douglas’s stolen surf-
boat similar to the one 
shown here was later 
found wrecked in Two 
People Bay. Photo: 
Chapman (1944).
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Rig Type: Sailing boat
Hull: Wood
Date stranded: 9 February 1864
Location: King George Sound
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 3

THE VESSEL
There is no description of this boat. It is 
probable that it was a boat off one of the hulks, 
possibly the Larkins. These were open sailing 
boats about 5 m in length and used by the hulk 
keepers to maintain contact with the shore, 
and to handle lines of steamers in port when 
bunkering.

THE STRANDING
On 1 April 1864 the manager of the P&O 
coaling station at Albany, William Carmalt 
Clifton, wrote to the Directors of the company:

An accident occurred on the 9th ultimo to one of the 
Company’s boats which was capsized in a sudden 
squall, placing Mr Toll [Henry Knighton Toll, 
P&O’s Marine Officer] and the crew in utmost 
danger, as they were only rescued after five hours’ 
exposure on the bottom of the boat. In reporting this 
I would beg to call to your special notice the very 
courageous conduct of Mr Albert Williams, nephew 
of the boatswain of the store-ship Larkins who formed 
one of the boat’s crew, he having volunteered to swim a 
distance of not less than two miles to the nearest beach 
in order to obtain assistance. In accomplishing this feat 
in a sea swarming with sharks, one of which followed 
the boat and took away Mr Toll’s coat, Williams ran a 

further distance of two and a half miles over a rugged 
mountain covered with thick scrub before he could 
obtain any help; and although much exhausted and 
torn, he persisted in joining the first boat which set out 
to seek for Mr Toll and his crew (quoted in Wolfe, 
1994: 128).

INITIAL SALVAGE
As the survivors clung to the upturned boat 
for five hours, it is likely that the boat was 
recovered.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
It is pleasing to note that the Directors of the 
P&O Company made an allocation of £20 for 
an ‘appropriate testimonial to Mr Williams’.

REFERENCES
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Unnamed boat (1864)
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Figure 104.  William 
Carmalt Clifton 
was manager of the 
P&O coaling station 
at Albany when the 
boat capsized. Photo: 
Google.
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Rig Type: Boat
Hull: Wood
Date lost: Early August 1837
Location: King George Sound
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
Nothing is known regarding the size or type 
of this boat. As it had a counter it would most 
likely have been a longboat. If so, it would have 
been about 8.5–9 m in length and of fairly 
heavy construction. At that time it was common 
practice for the commandant at Albany to send 
a party of men out to catch fish or seals for the 
small settlement. They did not travel very far 
from Albany on these trips. The exact position 
of the accident is not known. Although there 
is a feature named Sunken Rock some 185 km 
east of Esperance, the charts and Admiralty 
Pilot do not show a rock of this name in or near 
King George Sound, Princess Royal Harbour 
or Oyster Harbour.

THE LOSS
The following was stated in a ‘Survey of 
Government Boat, Albany, 3 August 1837’:

The soldiers that were in the boat reported that they 
could not keep headway on the boat in consequence 

of the strong wind and heavy swell, which sent the 
boat onto the Sunken Rock and stove her in on the 
starboard counter and the larboard bows in consequence 
of which the soldiers narrowly escaped themselves. The 
Government Boat is so far injured as to be utterly 
unfit for use.
John Morley, Assistant Storekeeper, John Mason, 
Sergeant, 63rd Regiment of Foot, John Faulkner, Boat 
Builder (Resident Magistrate, Albany, Inward 
Correspondence, S.R.O. Cons 346, WAS 2528 
quoted in Dickson, 2012: 23).

INITIAL SALVAGE
It would appear that the boat was damaged 
beyond repair and the Government Resident, 
Sir Richard Spencer, needed the survey to 
account for its loss.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
John Faulkner, the boat builder, had settled in 
Albany nearly five years previously:

Albany, 27 March 1832
Sir, wishing to remain in this colony as a settler, I 
would be thankful for permission of residence. I have 
been regularly discharged from the brig Helen, Captain 
Taylor, by my own wish and at present I am in the 
employ of Mr Morley.
I am a native of Sydney, free born. My trade is that of 
a boat builder and ships carpenter. I have applied for 
a house allotment and for cultivation and vouch to 
do the location duties.
Albany, 10 June 1832

Sir Richard Spencer granted his request:

Permission to reside in the colony is granted to John 
Faulkner, Boat Builder.
Albany, 15 October 1832 (Resident Magistrate, 
Albany, Inward Correspondence, S.R.O. Cons 
346, WAS 2528 quoted in Dickson, 2012: 16).

Small boats were vital to coastal settlements 
in their early years. Faulkner, as a boat builder, 
would have been most welcome because of his 
skills.
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Official Number: 3305
Port of Building: Prà, Italy
Year built: 1883
Port of Registration: Genoa, Italy
Rig Type: Barque
Hull: Wood
Length: 209.6 ft (63.9 m)
Breadth: 37.1 ft (11.3 m)
Depth: 25.6 ft (7.8 m)
Tonnage: 1 301 gross, 1 236 net, 

1 197 under deck
Port from: Albany
Port to: London
Date stranded: 10 March 1899
Location: West of Michaelmas 

Island
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
Significance criteria: 1, 2 & 3

THE VESSEL
The Giovanni Batta Repetto was built by L. 
Durante. The vessel is commonly referred to 
as Gio. Batta Repetto. It had a quarter deck 18.59 
m long and a forecastle 8.84 m in length, a 
round stern and a figurehead, and cost £22 000 
to build. The framing was of Italian oak with 
planking of pitch pine. It was owned by Fort. 
Repetto fu G.B., and was under the command 
of Captain Andrea Schiaffino, with first mate 
Francesco Maggiolo and a crew of 17. It had 
on board a cargo of 1 132 loads of karri timber 
when it left Albany.

THE STRANDING
At 6.00 a.m. on 10 March 1899 the Giovanni 
Batta Repetto was being towed on a 60 fathom 
(110m) towline out of harbour by the tug 
The Bruce to commence its voyage to London, 
when it struck a rock believed by the master 
to be Michaelmas Reef, near that island. 
Other reports suggested that it was Mackenzie 

Reef. The vessel was thought by a witness at 
the subsequent inquiry to have been doing 8 
knots at the time, although another witness, 
the pilot Thomas Howe who was on board The 
Bruce, gave evidence that the speed was only 5½ 
knots. The shock of striking was so great that 
it knocked the captain and some of the crew 
off their feet. The vessel sprang a leak forward 

Giovanni Batta Repetto (1883–1899)

 Bald Head to Cape Vancouver 169

Figure 105.  The 
badly damaged Gio 
Batta Repetto, 
now owned by 
John Bateman, 
being hauled 
down alongside 
his 3-masted 
barquentine Iris 
for repairs. Photo: 
Albany Public 
Library.
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and was towed back to port and anchored 
at 9.30 a.m. The launch Jessie with a Tangye 
pump on board was placed alongside to assist 
the barque’s own two pumps and windmill 
pump. With all these pumps working, the water 
level in the hold as measured by the Lloyd’s 
surveyor, Captain Jones, remained constant at 
6 feet 1 inch (1.85m) over a period of about 
one and a half hours. By this time the barque 
had partly settled on the bottom in 7.6 m of 
water, being aground from the stern post to 
the mizzen rigging with the bow only 30 cm 
above the sea floor. The barque had also come 
down on its own anchor, which caused further 
damage. Jones therefore recommended that 
the Giovanni Batta Repetto be taken alongside 
the jetty so that the local diver, J. Simmonds, 
could ascertain the extent of the damage and 
nail a canvas around the stem and forefoot to 
lessen the inflow of water.

Simmonds reported that the stem and false 
keel were torn away from the forefoot for a 
distance of four feet (1.22m), also that the keel 
and false keels were splintered for a length of 
12 feet (3.66m) back from the forefoot. The 
butts of five planks were started from the stem. 
There was also damage to the false keel in a 
further three positions, each level with the 
rigging of the three masts. A piece of limestone 
four feet (1.22 m) in length was subsequently 
found embedded in the hull. Had it not been 
for the lump of limestone blocking the hole, 
the vessel would have sunk soon after striking 
the reef. Over a period of six days all the cargo 
of timber was off-loaded.

INQUIRY
A Preliminary Court of Inquiry was held at 
Albany on 20 March 1899 before E. Troode, 
subcollector of Customs, A.Y. Hassell, JP, 
and E.D. Townsley, master mariner. Captain 
Gamboni of the ship Tevele acted as interpreter. 
The court’s finding, handed down the following 
day, stated:

We are of the opinion that the master and officers of 
the barque Gio Batta Repetto are exonerated from all 
blame in regard to the striking of their ship on the rock 
in the vicinity of Michaelmas reef buoy on 10th March 
last; as at present laid down, but we think that as a 
considerable discrepancy exists between the statements of 
the pilots as to the position of the said buoy, its position 
should be accurately determined (West Australian, 22 
March 1899: 5d).

The Albany harbour-master, Captain 
Butcher, explained that the position of the 
Michaelmas Reef buoy was now 200 yards (183 
m) south of its original position. He had placed 
the buoy in the new position so as to clear the 
end of the reef and prevent its mooring chains 
being fouled by the rocks. The captains of 
vessels then in Albany also used their sextants to 
check the position of the buoy. The last survey 
of the Michaelmas Reef had been carried out 
in 1877.

The Chief Harbour Master at Fremantle, 
Captain Russel, travelled to Albany on board 
the steamer Penguin to carry out an investigation 
into the exact position of the rocks and reefs 
in the area where the Gio. Batta Repetto had 
struck, and the buoy marking them. His report, 

dated 7 June 1899, stated that after five days of 
careful surveys he located a hitherto unknown 
patch of foul ground consisting of a number of 
rocks at a depth of 6.6 m, although the charts 
indicated a depth of 14.6 m in the area. These 
rocks were five cables (915 m) north-west of 
the Michaelmas buoy, and had previously 
gone unnoticed due to two factors. Firstly, they 
were off the track of steamers entering and 
leaving the harbour. Secondly, although on 
the track of sailing ships being towed out from 
port in an easterly wind, the shallow draught 
of previous vessels had enabled them to pass 
over the obstacle. The Giovanni Batta Repetto 
was of a deeper draught than most previous 
sailing ships, and this resulted in it striking the 
rocks. He found that the buoy was in its correct 
position as charted.
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Figure 106.  The 
pumps on board the 
Gio Batta Repetto 
and a Tangye pump 
in the launch Jessie 
moored alongside 
could not cope with 
the influx of water 
after the ship hit the 
rocks. Illustration: 
Albany Mail, 24 
March 1888.

Worsley3Final.indd   170 14/04/2015   2:18 pm



INITIAL SALVAGE
On 21 April 1899 the Giovanni Batta Repetto was 
bought for £300 by John Bateman of the firm of 
J. & W. Bateman. Fremantle shipwright Robert 
Howson was employed by Bateman to heave 
the vessel down and repair the badly damaged 
planking, including sheathing it with felt and 
yellow metal. Bateman’s barquentine Iris was 
used to heave the barque down, the work 
commencing on 4 July. Also involved in the 
repairs, presumably as transport between shore 
and repair site, was his small 43-ton cutter Olive. 
After having the work passed by the Lloyd’s 
supervisor, Captain Webster, the repaired 
barque sailed for Fremantle on 3 September 
1899 under the command of Captain Shaw. 
It had cost Bateman a total of only £1 800 to 
acquire and repair. The barque was registered 
at Fremantle on 8 November 1899 as the Thistle, 
with the new Official No. 10225. 

When it left Albany the Giovanni Batta 
Repetto (now named Thistle) had a cargo of 
550 tons of sandalwood on board, and was to 
take on a further load of sandalwood and sawn 
jarrah at Fremantle before sailing for Hong 
Kong. There the barque was to ‘be properly 
decked and thoroughly repaired. She will 
proceed thence to Puget Sound, where she 
will load lumber for Fremantle’ (Inquirer, 15 
September 1899: 8b).

On 9 May 1903 the Thistle sailed from 
Fremantle for Durban, South Africa, but was 
lost with all hands.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The patch of foul ground was given the name 
of the barque that so nearly sank there, and is 
now described in the Admiralty Pilot:

Gio Batta Patch is a detached area of foul ground, 
with a least depth of 5.5 m (18 ft) over them, lying 
1¾ miles W of Michaelmas Island (Australian Pilot, 
Vol. 1: 33).

TECHNICAL (2)
The Giovanni Batta Repetto is technically 
significant as a large vessel which was wrecked 
and written off, but subsequently salvaged and 
repaired before being put back into overseas 
service. ‘Her great tonnage will enable her to 
negotiate very large cargoes…’ (Inquirer, 15 
September 1899: 8b).

It is interesting to note that Bateman already 
had another sailing barque, the Agra, salvaged 
in Koombana Bay, which he had re-named Rose. 
SOCIAL (3)
On board the barque when it left Albany for 
Fremantle and Hong Kong were two survivors 
of the City of York which had been wrecked 
with considerable loss of life at Rottnest Island 
some three months after the Gio Batta Repetto 
stranding. They were a seaman, Michael 
Murphy, and the cook, Alexander Burke.
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Official Number: 87528
Port of Building: Auckland, New Zealand
Year built: 1884
Port of Registration: Fremantle
Rig Type: Steam tug, cutter-rigged
Hull: Wood
Length: 100.8 ft (30.72 m)
Breadth: 21.2 ft (6.46 m)
Depth: 10.4 ft (3.17 m)
Tonnage: 135.98 gross, 4.86 net, 

117.63 under deck
Engine: Two cylinder compound 

steam engine of 50 HP
Date lost: 19 April 1936
Location: Inshore from Gull Rock
Chart Number: WA 1083, AUS 110, AUS 

118 & BA 2619
GPS position: Lat. 35º 00.8601' S
 Long. 118º 00.26172' E
Protection: Maritime Archaeology Act 

1973
Significance criteria: 1, 3, 6 & 7

THE VESSEL
The Awhina was built in Auckland, New 
Zealand, by Hector Macquarie. Launched on 
4 December 1884 for F.E. Compton, the tug 
was built of kauri, copper sheathed, had one 
deck and a round stern. It had one mast and 
was cutter rigged. The two cylinder compound 
steam engine was by Bowen McLaughlin & Co., 
Paisley, Scotland, and gave a speed of 10 knots. 
The boiler was a Scotch boiler believed to have 
been previously on a larger vessel, and which 
therefore left little deck space on the Awhina. 

The engine room was 3.8 m long, and took up 
much of the underdeck space, which is typical 
of a tug used for harbour and inshore work.

The Awhina was sold to the Tug Boat 
Company Ltd of Auckland in 1887, and then 
to joint owners Edwin Alfred Mitchell, Andrew 
Dalton and William Henry Baker of New South 
Wales in 1891. John Bateman of Fremantle 
purchased the vessel on 2 June 1900, and 
registered it at Fremantle (No. 11/1900). 
There were a number of subsequent Western 
Australian owners. Awhina Steamship Co. 
Ltd bought it in December 1904, selling it to 
Swan River Shipping Co. Ltd in 1909. In late 
1917 it was sold by McIlwraith, McEacharn 
and Company to Alexander Armstrong and 

George Waters (joint owners) in Albany. They 
sold it to Ernest McGregor Christie ten years 
later. The last owners were Francis Lesley Eliot, 
Clem Douglas and Alex Armstrong (jnr), all 
of Albany who bought the Awhina on 5 June 
1928. In 1930 the original worm eaten rudder 
was replaced by a locally-built one of jarrah.

THE LOSS
In early 1936 at the end of its economically 
useful life the Awhina was sold for £50 to J. Hall, 
a scrap metal merchant of Fremantle. On 13 
April 1936 it was alongside the Town Jetty at 
Albany being stripped when it sank in about 4 
m of water. The engines had been dismantled 
and the propeller removed, and either water 

Awhina (1884–1936)
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Figure 107.  After 
52 years of service 
the old Awhina 
was being stripped 
down when it sank 
at Albany Town 
Jetty. Photo: Albany 
Public Library.
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entered through the propeller shaft hole, or a 
seacock had been left open or had failed.

INITIAL SALVAGE
A diver went down and plugged the leak on 
the Awhina, it was then pumped out by the 
Bonthorpe, another steam tug. After being put 
on a mooring and the remaining salvaged parts 
taken off, the tug was towed by the Bonthorpe to 
the bay just west of Ledge Point. On 19 April 
1936 it was beached and set on fire. The boiler 
and parts of the hull can still be seen.

The steering wheel from Awhina (not the 
original, but a later one from a sailing ship) 
was salvaged by Les Douglas. It is now on loan 
to the Albany Residency Museum, as are some 
other items.

SITE LOCATION
The wreck of the Awhina lies close to the shore 
in the bay just west of Ledge Point and inshore 
from Gull Rock. It is best located by the boiler 
projecting above sea level.

SITE DESCRIPTION
The wreck of the Awhina lies in 2–4 m of 
water with the single ended return tube boiler 
extending about 1 m above sea level. The 
boiler is subject to rolling movement in the 
waves, and appears to have been supported on 
large timbers which are partly visible beneath 
it. The timber which was below sea level at the 
time the tug was burned also remains on site. 
The close spacing of the frames is noteworthy. 
This was a necessary strengthening feature in a 

tug. Some planking, ceiling and the associated 
fastenings remain, as does some of the copper 
sheathing. A water tank lies 50 m from the 
stern. The propeller shaft bearing still retains 
the lignum vitae lining.

EXCAVATION AND ARTEFACTS
During the 1990 survey of the wreck of the 
Awhina by the Department of Maritime 
Archaeology, Western Australian Museum, 

four fastenings and a section of metal rail were 
recovered for analysis.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
When the 9 000 tons of coal on board the 
steamer Castlemoor caught fire in September 
1928, the Awhina carrying the Albany Fire 
Brigade engine named ‘Lady Forrest’ was 
used to put the fire out. This took some six or 
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Figure 108.  The 
Awhina at Victoria 
Quay, Fremantle. 
Photo: McKenna 
Collection.
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seven days of pumping water into the steamer’s 
holds, and prevented the total loss of the ship 
(see entry). This was only one of several fires 
on board ships that were fought by the Awhina 
during its period at Albany.

During World War I as the Australian 
Expeditionary Force vessels were collecting at 
Albany, Awhina was kept busy as it was one of 
the few tugs available to service the needs of 
the fleet.
SOCIAL (3)
The Awhina had a ship’s whistle with a 
distinctive sound. For many years of its working 
life this whistle (said to sound more like a siren) 
was used to summon on duty lumpers needed 
to work the hulks and bunker visiting steamers. 
It must have been a sound very familiar to the 
people of Albany.
INTERPRETIVE (6)
The remains of the Awhina are clearly visible 
and easily accessible, so have the potential to 
provide public education through interpretive 
signage.
RARE (7)
The Awhina is the only New Zealand-built, 19th 
century tug in the area covered by this book.
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Figure 109.  Remains 
of the Awhina’s boiler 
with Gull Rock in the 
background. Photo: 
Peter Worsley.
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Official Number: 56081
Port of Building: South Shields, UK
Year built: 1869
Port of Registration: Adelaide
Rig Type: Barque (hulk)
Hull: Wood
Length: 131.0 ft (39.93 m)
Breadth: 26.5 ft (8.08 m)
Depth: 16.7 ft (5.09 m)
Tonnage: 426 gross, 410.34 net, 

386.94 under deck
Date lost: 13 March 1912
Location: Ledge Point
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
GPS position: Lat. 35° 01.018' S
 Long. 118° 01.42' E This 

is not a GPS position
Finders: John Bell
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 4 & 8

THE VESSEL
The Athena was built by the Middle Dock 
Company with one deck, a round stern, a 
billet head and no galleries. The first owner 
in Australia was Henry Simpson of Adelaide, 
who registered it at that port in 1872 (No. 
10/1872). In 1884 it was again registered at 
Adelaide (No. 10/1884), this time by Simpson 
Bros & Partners; the brothers being J.L. and 
W.A. Simpson. McIlwraith, McEacharn and 
Company bought the Athena in 1896, and after 
converting it to a hulk it was again registered at 

Adelaide (No. 12/1896). In 1898 it was taken 
to Albany for use as a coal hulk.

THE LOSS
At the end of its useful life the Athena was 
stripped of all useful items and towed to a 
position between Ledge and Herald points, east 
of Gull Rock, and there set on fire.

SITE LOCATION
The wreck thought to be that of the Athena lies 
in the western corner of a small bay a little over 
a kilometre north-west of Herald Point.

SITE DESCRIPTION
The wreck of the Athena lies in 2 m of water in 
the surf zone at roughly 90º to and 30 m out 
from the base of the cliff. The site consists of 
substantial timber remains including the stem, 
breast hook and windlass barrel together with a 
number of metal knees and fastenings. There 
is also a mound of chain and two hawse pipes. 
The planking is about 28 by 9 cm, the frames 31 
by 27 cm, and the wood appears to be in good 
condition. The fastenings are of both metal 
and wood (treenails).

EXCAVATION AND ARTEFACTS
During fieldwork carried out by Maritime 
Archaeology Graduate Diploma students in 
1990, samples of timber from the wreck were 
taken and analysed. They proved to be from 
American elm, Ulmus americana. An analysis of 
a treenail from the wreck showed it to be made 
from black locust, Robinia pseudoacacia.

STATEMENT OF SIGNIFICANCE
ARCHAEOLOGICAL (4)
The remains described above have not been 
conclusively identified as being those of the 
Athena, though this seems most likely. The 
confusion arises because the Athena was built 
in the UK, but the samples taken from the 
wreck site are of American timbers. Further 
investigation may clarify this puzzle.
REPRESENTATIVE (8) 
The Athena is representative of the many hulks 
that were moored in Princess Royal Harbour 
to supply coal to visiting steamers.

REFERENCES
Dahl, A., Gauntlett, M., Kenderdine, S. & Smith, T., 

1990, The Albany Report: The Awhina Survey 
and the Athena (?) Wreck Inspection. Report – 
Department of Maritime Archaeology, Western 
Australian Museum, No. 49.

Marshall, G., 2001, Maritime Albany Remembered. Tangee 
Pty Ltd, Kalamunda.

Western Australian Museum, Department of Maritime 
Archaeology, File No. 13/80 – Athena & 193/79 
– Coal hulks – Albany.

Athena (1869–1912)

 Bald Head to Cape Vancouver 175

Worsley3Final.indd   175 14/04/2015   2:18 pm



Official Number: 27045
Port of Building: South Shields, UK
Year built: 1859
Port of Registration: Port Adelaide
Rig Type: Barque (hulk)
Hull: Iron
Length: 166.8 ft (50.84 m)
Breadth: 30.6 ft (9.33 m)
Depth: 19.6ft (5.97 m)
Tonnage: 707 gross, 685 net, 682 

under deck
Date lost: July 1916
Location: Herald Point
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 1 & 8

THE VESSEL
The full-rigged ship J.L. Hall was built by 
Marshall Bros in South Shields, and launched 
in July 1859 with one deck, a round stern, two 
bulkheads, two tiers of beams and had been 
cemented. It was built for John L. Hall of South 
Shields. Sold to William Wells in 1872, it was 
registered at Port Adelaide (No. 11/1872). The 
next owners were Henry Simpson, Thomas 
Elder and Robert Barr Smith also of South 
Australia. This partnership was known as the 
Black Diamond Line. With the death of Henry 
Simpson in April 1884 ownership of J.L. Hall 
passed to his son, J.L. Simpson, who retained 
the partnership with Elder and Smith. At this 
time the deck was replaced and the rig altered 

to that of a barque. It was again registered 
at Port Adelaide (No. 5/1884). In 1891 the 
brothers J.L. and W.A. Simpson became owners 
and J.L. Hall was registered in their names 
at Port Adelaide (No. 6/1891). In 1895 they 
sold the barque to The Adelaide Steamship 
Company Limited.

In 1898 at Albany it was stripped for use 
as a coal hulk. This involved removing all but 
the lower masts, widening the hold hatchways 
and removing all accommodation apart from 
the captain’s quarters in the stern. This was 
kept as accommodation for the hulk keeper 
and his family.

THE LOSS
In July 1916 J.L. Hall was condemned, and after 
stripping it of any useful material it was taken 
to the area between Herald and Ledge points 
and sunk by gunfire from the RAN torpedo 
boat destroyers HMAS Parramatta and HMAS 
Yarra. The registry at Port Adelaide states:

Vessel condemned as unfit for further use. Handed 
over to Naval Authorities, for gunnery practice and 
subsequently taken out to sea and sunk. Advice from 
owners (McKenna, n.d. (c)).

SITE LOCATION
The exact position of the wreck of J.L. Hall 
is not known, but an area of iron wreckage 
approximately 40 m to the east of the Athena 
wreck site is possibly the remains of the hulk 
J.L. Hall.

SITE DESCRIPTION
The site measures about 10 m by 8 m, and if it 
is the remains of J.L. Hall, must only consist of 
a small section of the hulk after it was blasted 
apart by gunfire.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The J.L. Hall was the last ship bought by the 
Black Diamond Line, and the only iron ship 
they ever owned. The sinking of this vessel by 
practice gun fire was an ignominious end for 
what had started as a full-rigged sailing ship 
over 50 years earlier.

Thomas Elder and Robert Barr Smith were 
the founders of the firm of Elder, Smith and 
Company. This became one of Australia’s 
leading business ventures of the time.
REPRESENTATIVE (8) 
The J.L. Hall is representative of the many hulks 
that were moored in Princess Royal Harbour 
to supply coal to visiting steamers.
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Port of Building: Kalgan River, Albany
Year built: 1842
Rig Type: Schooner
Hull: Wood
Length: 39.3 ft (11.98 m)
Breadth: 14.6 ft (4.45 m)
Depth: 6.9 ft (2.1 m)
Tonnage: 29
Date lost: May 1843
Location: Michaelmas Island
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1, 3, 4 & 8

THE VESSEL
The Chance was built on the Kalgan River 
at Albany by John Odgers Peters assisted by 
Solomon Cook. The schooner was completed 
on 5 July 1842. Cook had deserted from the 
American whaler Mayflower (350 tons, Captain 
Henry Colt) on Thursday 27 February 1840. 
The owner of Chance was Thomas Brooker 
Sherratt, who used it, with a crew of four, as a 
tender for his bay whaling and sealing ventures. 
The Chance had been to Lombok to purchase 
supplies (mainly rice) for use by the whaling 
parties. When it arrived at Fremantle on the 
voyage north, the local press stated that Chance 
‘is pronounced to be an excellent sea boat’ 
(Perth Gazette, 10 December 1842: 2a).

On its return from Lombok Chance was 
anchored in Koombana Bay when, on 10 April 
1843, a north-easterly gale caused the anchor 
to drag. The master, Captain Johnson Hume, 
steered for the mouth of the Leschenault 
Inlet and the schooner passed over the bar, 
striking twice. It then ran aground inside the 
inlet. After unloading the cargo of rice and 
selling the damaged portion, the schooner 
was refloated on 19 April and anchored once 
more in Koombana Bay where the undamaged 
rice was re-loaded and Chance sailed for Albany 
soon after.

THE LOSS
There are five contemporary references to 
the loss of Chance at Albany. The Reverend 
Wollaston mentions in his journal that less 
than two months after departing Koombana 
Bay it was wrecked and went to pieces (Henn, 
1948: 228). A Perth newspaper reported ‘the 
Cheerful touched at King George’s Sound, and 
brings us the report of the loss of the cutter 
Chance off Michaelmas Island’ (Perth Gazette, 
20 May 1843: 2a). Two months later a Sydney 
newspaper stated: ‘The schooner Chance, of 
King George’s Sound, had also been totally 
lost’ (Sydney Morning Herald, 13 July 1843: 2a). 
This same information was also reported in The 
Australian the following day. A letter from the 
Government Resident at Albany to the Colonial 
Secretary dated 15 October 1843 regarding the 
disappearance of Captain Hume also mentions 
the loss of Chance (CSR 119/159). It would 
appear that the Chance was wrecked in early or 
mid-May near Michaelmas Island, but an exact 

date is not known. There is deep water close 
to Michaelmas Island, except very close to the 
shore in the small cove on the north side. It 
would seem then that Chance probably struck 
the island, and any wreckage would be found 
very close to the shore.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Chance is one of the earliest vessels, other 
than boats, to have been built from local 
timbers in the Albany region.
SOCIAL (3)
One of the builders of Chance was Solomon 
Cook, who in 1840 had deserted from the 
American whaling ship Mayflower . The 
Mayflower’s log entry regarding that incident 
reads:

Thurs, Feb 27th; Commences with strong winds and 
pleasant weather. Employed with two boats awooding. 
At night the liberty men came on board. At 11pm 
Solomon Cook, Benjamin Owens, William Lynch and 
Neil Chamberlain and John Mitchell loard the bow boat 
down and landed on shore careing thare cloths and a 
weeks provisions. Latter part, at daylight found the boat 
gone. I went on shore in persute of them, found the boat 
and took her to the ship. At 6½am Captain Colt went 
on shore and sent the constables in persute (spelling 
as per log book, quoted in Dickson, 2007: 132).

Cook escaped capture, later becoming a 
naturalized citizen in Western Australia. After 
assisting in the building of another boat for 
Sherratt (the 130-ton brigantine Emma Sherratt 
built at Torbay by Mr Jenkins) he moved to 

Chance (1842–1843)
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Perth, where he was involved in many other 
projects. These included the building of the 
original Canning Bridge and the first steam 
boat on the Swan River.

It would appear that the master of the 
Chance when it was wrecked, Captain Hume, 
not only lost his ship but also his employment 
with Sherratt, and a short time later his life. A 
letter from the Government Resident at Albany, 
John Randall Phillips, to the Colonial Secretary 
dated 15 October 1843 states:

I have received news that Mr Hume late Master of the 
Chance which cutter was wrecked last year here, was 
missing from his place of residence at Wilson’s Inlet 
where he had become Hut Keeper for John W. Andrews. 
I sent out a party in search of him, but have not been 
enabled to gain any trace so far of him. Some Natives 
have reported having seen him with his face very bloody, 
and that he had been ill used by a man of the name of 
Cole – who is shepherd to J.W. Andrews flock of sheep 
and has been an Old Van D.L. Convict. Hume’s shoes 
and hat were found in the Hut, by the extra constable 
sent on this search as both the other Constables were 
away executing Warrants at Two People Bay. And as 
Hume has been missing for more than three weeks I 
am sadly afraid no trace will be found of him (CSR 
119/159).

ARCHAEOLOGICAL (4)
The wreck of Chance when found will provide 
valuable information on ship-building 
techniques employed at a very early stage of 
settlement in Western Australia.
REPRESENTATIVE (8) 
The Chance is representative of the many small 
schooners that traded along the Western 

Australian coast and also made voyages to more 
distant destinations. This was at a time when 
insufficient food was being produced locally 
and supplies were occasionally needed from 
overseas to stave off starvation.
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Figure 110.  The 
schooner Chance 
was lost off 
Michaelmas Island, 
King George Sound. 
Photo: Peter Worsley.
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Rig Type: Boat
Hull: Wood
Port from: Albany
Port to: Breaksea Island
Date lost: 5 July 1860
Location: King George Sound
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Significance criteria: 3

THE VESSEL
Nothing is known regarding the size of this 
boat. It was used by the Breaksea Island 
lighthouse keeper, Richard Linthorne aged 40 
years, to travel between the island and Albany. It 
probably would have been about 5 m in length, 
clinker-built, made of local heavy eucalyptus 
wood and rigged as a gaff sloop.

THE LOSS
Linthorne and his wife had been to Albany 
to collect his pay and buy provisions. The 
pilot boat had returned Linthorne’s wife and 
some of his provisions to the island on 4 July 
1860. Because of the weather the pilot boat 
had to remain at the island until the following 
morning. On the morning of 5 July Linthorne 
set sail for Breaksea Island on his own. Another 
man who was to have gone with him decided to 
stay on shore as ‘it was blowing a heavy gale of 
wind at the time and a heavy sea was running’ 
(Police Report quoted in Dickson, 2012: 47). 
On attempting to leave the island on 5 July the 
coxswain of the pilot boat saw Linthorne’s boat 
heading out of control past Breaksea Island 

towards the open sea. Because of the extreme 
weather he could not go to Linthorne’s aid, and 
in fact had to put back to the island to save his 
own boat and its crew.

James Thomas was on a hill acting as lookout 
for the Sherratt family’s whaling venture. He 
told police Sergeant William Snook that he 
had seen the boat going towards Breaksea 
Island. As it had neared the island, however, a 
‘heavy white squall passed over it and after the 
squall had passed he never saw the boat again’ 
(Dickson, 2012: 47).

INITIAL SALVAGE
The following day the Resident Magistrate, 
Henry Camfield, hired a boat in an unsuccessful 
search for the missing lighthouse keeper. On its 
return to Albany the pilot boat with Sergeant 
Snook on board was also sent to search the 
coast, but no trace of either Linthorne or his 
boat was ever found.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Linthorne was determined to return to the 
light for which he was responsible, even though 
the weather was such that the man who was 
to accompany him refused to sail. The crew 
of the pilot boat, held up on Breaksea Island, 
considered it too rough to return to Albany, or 
even to go to Linthorne’s assistance when they 
saw he was in trouble. This shows the high sense 
of duty common amongst lighthouse keepers.
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Figure 111.  Richard 
Linthorne tried to 
sail to the lighthouse 
on Breaksea Island 
despite the bad 
weather. Photo: Peter 
Worsley.
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Rig Type: Smack
Hull: Wood
Length: 30.0 ft (9.14 m)
Engine: Unknown
Port from: Albany
Port to: Albany
Date lost: 22 November 1933
Location: Michaelmas Island
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3 & 8

THE VESSEL
The Lenita was a small fishing boat referred to 
as both a smack and a yacht by the newspapers. 
It was owned by Irving McKenzie, but being 
sailed by Captain M. Downie. The vessel had a 
small auxiliary engine of unknown power and 
had recently been refitted. It was valued at 
£400, and was not insured. Downie was 55 years 
of age, and had been at sea since the age of 14. 
He sailed out of Princess Royal Harbour on 
Friday 17 November on his own, to go fishing. 
Five days later he was fishing between Breaksea 
and Michaelmas islands.

THE LOSS
About 4.00 p.m. on 22 November, the weather 
being fine but a heavy swell running, Downie 
sailed the Lenita close in to the north side of 

Michaelmas Island with the object of making 
one last cast of his line. The boat refused to tack 
and the engine stalled, and the smack drifted 
until it grounded on the rocks on the shore of 
the uninhabited island. A large rock pierced 
the hull and Lenita began to take in water. The 
swell caused the boat to pound on the rocks, 
but fortunately at a place where Downie could 
get ashore. In landing he hurt one of his legs, 
but succeeded in taking with him his blankets 
and a sail. Climbing about 30 m up the hill, 
he lit a fire to try to attract attention and then 
rigged the sail for shelter.

The following morning he climbed to the 
top of the island and lit another fire, before 
going down to the stranded Lenita. ‘I saw that 
two big holes had been stove in her sides’ 
(West Australian, 25 November 1933, 15d). 
About 10.00 a.m. his signal was seen by two 
other fishermen, E. Davis and J.M. Mitchell. 
Approaching close to the island in their boat 
they told Downie that they would sail into 
Albany to get a dinghy to take him off. Downie 
was rescued when they returned some time 
later.

INITIAL SALVAGE
The three men salvaged as much as possible 
from Lenita before returning to Albany. 
However Downie lost all his possessions, 
including souvenirs collected on his voyages as 
a sailor to many different parts of the world. He 
also lost the icebox with the fish he had caught 
in the days he had been out. The following day, 
Friday 24 November, Davis and Lionel Austin 

went to the site, but even before reaching the 
island they realised the boat must have broken 
up, as they saw pieces of its timber and planking 
floating around them. They described the 
scene as ‘the wreck was coming to meet them’ 
(Albany Advertiser, 27 November 1933: 1d). The 
Lenita had been pounded to pieces during the 
night, and all they managed to salvage were 
the sails.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Captain Downie was again shipwrecked only 
four and a half months later when the schooner 
Waratah was wrecked half a mile east of the 
entrance to Nornalup Inlet (see entry).
REPRESENTATIVE (8) 
The Lenita is representative of the many small 
fishing boats used along the south coast of 
Western Australia.
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Rig Type: Sailing boat
Hull: Wood
Port from: Albany
Port to: Albany
Date lost: 3 June 1890
Location: King George Sound
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Significance criteria: 3

THE VESSEL
The Meta was a 103-foot wooden schooner, 
originally owned by J.D. Heitmuller & Co., and 
registered at Papenburg, Germany. By 1890 the 
owner was J. van Loh, and it was registered at 
Neermoor in Germany. The Meta had departed 
Adelaide on 24 April, and when nineteen days 
out the schooner, under the command of Captain 
B. de Vries, had been struck by an exceptionally 
severe gale off Cape Leeuwin. Due to the damage 
sustained, the crew had to jettison a great deal of 
the cargo of 6 250 bags of flour and 260 bags of 
bran. Most of what was left was badly damaged 
by sea water. The Meta headed for Albany to 
carry out repairs, and was towed into that port 
by the launch Jessie at 1.30 p.m. on 13 May. The 
Postmaster at Albany sent the following telegram 
to Perth: ‘The German schooner Meta, from 
Port Adelaide to Natal has put in distress, lost 
foretopgallant-mast, foretop-mast, and jibboom, 
and is leaking’ (quoted in Daily News, 13 May 
1890: 3a). During this same widespread gale the 
steamer Flinders suffered considerable damage, 
had two boats washed away and four horses died.

In August 1890 Meta was condemned and in 
September was purchased at a cost of £535 by 

Daniel James Avery of Fremantle. He refitted 
the schooner, and re-registered it at Fremantle 
as E & H Avery (No. 8/1890). During the refit 
the schooner’s length was increased to 116 ft, 
and the rig was altered to that of a brigantine.

On the morning of Monday 2 June 1890 two 
crewmen from Meta, Anthony Knoop and John 
Ericson, took one of the schooner’s boats with the 
intention of going fishing in King George Sound.

THE LOSS
On Tuesday the police station at Albany 
received a report that the two seamen had not 
returned from their fishing trip. At that time 
it was blowing a gale and fears were held for 
their safety. The lighthouse keeper at Point 
King stated that he had seen the boat under 
sail near Mistaken Island, but that after a squall 
had passed the boat had disappeared.

The next day, 4 June, the steam launch Loch 
Lomond was chartered to search King George 
Sound, and the boat was found capsized, still 
with the sail set, at Nanarup. There was no trace 
of the two men. As part of the search effort the 
captain of HMS Opal, then in port, also sent 
his boats out.

On 13 June, Anthony Knoop’s body was 
found floating in the surf off the beach at 
Nanarup, and three days after that the body of 
John Ericson was also found ‘within half a mile 
of where the first was found’ (West Australian, 
19 June 1890: 3b).

INQUIRY
An inquest into Anton Knoop’s death was held at 
Albany on 14 June, the verdict being accidental 

drowning. Ericson’s badly decomposed body was 
found three days after that of Knoop, and the 
subsequent inquest reached the same verdict.

INITIAL SALVAGE
As the boat was found it was probably salvaged 
and returned to the Meta.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
An extensive search was made in the hope of 
finding the two men. As Meta’s boat was last 
seen off Mistaken Island, a very large search 
area had to be covered before the bodies were 
found.
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Official Number: 101148
Port of Building: Bergen, Norway
Year built: 1875
Port of Registration: Melbourne
Rig Type: Barque (hulk)
Hull: Wood
Length: 201.0 ft (61.27 m)
Breadth: 39.2 ft (11.95 m)
Depth: 23.1 ft (7.04 m)
Tonnage: 1 218 gross, 1 143 net, 

1 112 underdeck
Date lost: c. 1942
Location: Nanarup
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3 & 8

THE VESSEL
The Nordstjernen was built by Brunchorst & Dekke, 
Bergen, with two decks, an elliptical stern and a 
billet head. In 1896 it was bought by McIllwraith, 
McEacharn and Company and registered at 
Sydney (No. 4/1896) as Margaret. It was later 
converted to a hulk, registered at Melbourne 
and subsequently taken to Albany in early 1900.

THE LOSS
About 1942, when of no further use Margaret 
was stripped of useful items including the 
masts, and taken to just east of Nanarup where 
it was burned to obtain the metal fastenings of 

the hull. The register was closed on 7 August 
1945 with the notation that the vessel had been 
burned some years earlier.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
At the time it was burnt Margaret had been 
afloat for over 65 years, a remarkable time for 
a wooden vessel to have been in continuous 
service. Its sorry end shows the lack of value 
placed on the community’s history at this time.
REPRESENTATIVE (8) 
The Margaret is representative of the many 
hulks that were moored in Princess Royal 
Harbour to supply coal to visiting steamers. 
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Figure 112.  The 
Margaret burning 
off the beach 
at Nanarup. 
Photo: McKenna 
Collection.
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Official Number: 50568
Port of Building: Newcastle, UK
Year built: 1864
Port of Registration: Liverpool, UK
Rig Type: Ship
Hull: Wood
Length: 181.0 ft (55.17 m)
Breadth: 37.0 ft (11.28 m)
Depth: 24.0 ft (7.32 m)
Tonnage: 1 168
Port from: Newcastle, UK
Port to: Albany
Date lost: 21 June 1868
Location: South-west of Rock 

Dunder
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1 & 4

THE VESSEL
The Northumberland was ship-rigged, and owned 
by Richard Davis and Sons of Menai Bridge, 
Anglesey, Wales. It was fastened with iron, 
and had been sheathed with felt and yellow 
metal. Under the command of Captain John 
Humphrey with a crew of 22, the ship departed 
Newcastle-on-Tyne for Albany on 2 March 1868. 
The cargo consisted of 1 727 tons of coal for 
the P&O Steam Navigation Company at Albany, 
and the vessel was only partly insured. It had 
been surveyed just prior to leaving England.

THE LOSS
On Sunday 14 June Northumberland was south-
west of Cape Leeuwin when it was struck by 
a severe gale from the north-north-east. By 
the following day the gale had increased to 
such an extent that all sail had to be taken 
in. By 10.00 p.m., despite having no sails set, 
the ship was on its beam ends, and with its 
lee rail ‘three to four feet under water, spars, 
that were all lashed on the leeside, broke their 
lashings, and floated over the lee-rail, doing 
the ship considerable damage before they 
went’ (South Australian Advertiser, 6 July 1868: 

2). The deck houses and carpenter’s shop were 
also washed away. The cargo shifted, giving 
the ship a severe list which made steering 
difficult. The following morning the centre of 
the storm passed over the ship, the direction 
of the wind then veering to the south-west. As 
this was blowing Northumberland towards the 
coast the reefed foresail was set, but the wind 
blew it to pieces. The vessel, fighting extremely 
heavy seas, was leaking badly and even though 
all hands were at the pumps it continued to 
take in water. Eventually the foretopsail was 
set, enabling the ship to be steered away from 

Northumberland (1864–1868)
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Figure 113.  The 
Northumberland 
under full sail. 
Illustration: State 
Library of Victoria.
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the coast. The Northumberland settled lower 
in the sea.

Despite continuous pumping from the 
crew, by midnight on 16 June there was 3 m of 
water in the hold. The wind, which had been 
lessening, backed around to the north and 
freshened again to a strong gale. The ship 
continued to labour heavily. Around noon on 
18 June the wind again began to moderate, but 
at 2.00 p.m. it veered rapidly to the south-west. 
The lower fore and main topsails were set in an 
effort to keep the ship heading to the eastward, 
but they were both blown out of their boltropes 
by a powerful gust. From then until midday the 
following day Northumberland lay with the sheer 
poles in the water. All hands continued at the 
pumps, often being washed from them by the 
seas. ‘Every movable article on the starboard 
side of the ship had been washed away, 
forecastle and forehouse completely gutted; 
even the bunks were all washed away’ (South 
Australian Advertiser, 6 July 1868: 2).

The water continued to gain on the pumps, 
so there was an extra 0.3 m in the hold. Two 
lower topsails were bent on and Northumberland 
steered towards the land, sighting West Cape 
Howe at 1.00 p.m. This heading was kept until 
4.00 p.m. when the course was directed along 
close to the coast in order that lives might be 
saved if the ship foundered. By this time 15 
feet (4.57 m) of water was in the hold, and 
consequently the vessel (which was nearly on 
its beam ends) ‘was all but unmanageable’ 
(Inquirer, 8 July 1868: 3b–c). At 10.00 p.m. 
Bald Head was sighted close ahead on the 

port bow. Shortly afterwards a large rock was 
seen on the starboard bow. The Northumberland 
in its water-logged and listing condition was 
very slow to answer the helm and Captain 
Humphrey realised that he could not steer 
to seaward quickly enough to avert trouble. 
He therefore attempted to take the ship 
between Bald Head and the rock. However, 
Northumberland’s starboard bow struck it. The 
ship did not stop, striking again and losing 
the rudder as it passed. The ship’s head was 
canted to seaward, and ‘directly afterwards 
opened the light on Breaksea Island, which had 
been previously masked by Bald Head’ (South 
Australian Advertiser, 6 July 1868: 2).

I now gave up all hope of saving the ship; stopped the 
pumps, got the boats, and got into them with what 
clothes we could get hold of; water at that time over 
the lower deck beams. Laid under the lee of the ship 
till towards morning, when I left in hope of getting 
some assistance, and landed on Breaksea, and the 
lightkeeper hoisted the signal of distress, which brought 
the Harbour-Master off, but too late, for about 9 the 
ship foundered in a line between Cape Vancouver and 
Breaksea Island, distant from the latter about eight 
or nine miles… (report by Captain Humphrey, 
quoted in South Australian Advertiser, 6 July 
1868: 2).

According to an item in the Western Mail, 
the Northumberland, after striking the reef and 
losing its rudder ‘drifted to Rock Dunder, 
struck it, and sank in deep water (Nathaniel 
William McKail quoted in Western Mail, 27 
January 1927: 17b). McKail was 18 years of age 

and living in Albany at the time the ship was 
wrecked.

The Northumberland went down head first, 
with nothing left floating to indicate the 
exact position where it sank. The two boats 
in which the crew had abandoned the ship 
were commanded by Captain Humphrey 
and the second mate, F.H. Morle, as the first 
mate was too ill to work. The boats initially 
landed on Breaksea Island, and from here the 
harbour master towed them into Princess Royal 
Harbour as the crew were completely worn out 
with the incessant pumping. At 4.00 p.m. they 
arrived in Albany where seven of them were 
subsequently hospitalised. The first mate, John 
Thomas, had been off duty sick for 14 days 
during the struggle to reach Albany prior to 
the loss of the ship. On arrival he was found to 
be so exhausted that he remained in Albany 
and was not expected to recover.

The captain and 14 of the crew of 
Northumberland travelled to Melbourne on board 
the RMS Bombay (1 186 tons, Captain George 
Nelson Hector), arriving on 6 July, while seven 
(probably those hospitalised) subsequently 
went to Adelaide on the Australasian Steamship 
Navigation Company’s steamer Rangatira 
(Captain Grainger) at a cost of £44.2s for their 
passage.

INQUIRY
A Court of Inquiry was held on 26 June 1868 at 
the Albany Court House before Sir Alexander 
Cockburn-Campbell, Resident Magistrate, with 
Charles Louis Van Zuilecom and the harbour-
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master, George Trevor Butcher, as nautical 
assessors. The inquiry found that no blame 
could be attached to the master regarding the 
loss of Northumberland.

It was pointed out by the inquiry that the 
means of signalling between the lighthouse 
on Breaksea Island and the pilot station at 
the entrance to Princess Royal Harbour was 
defective. It recommended that a semaphore 
or some other more effective means should be 
adopted. The recommendations continued:

We also further recommend gathered from the opinions 
of several nautical men frequenting this part more 
materially confirmed by two officers of high standing 
of H.M.R.N. who recently visited this Port that a light 
should be placed at the extremity of the land off Bald 
Head, as a vessel making the land to the westward, and 
close in there is entirely excluded from the benefit of the 
light on Breaksea Island until Bald Head is cleared. 
We are also of the opinion that in order to distinguish 
it from the light on Breaksea a red light visible some 8 
or 10 miles from the first point round by south to N.E. 
is most desirable (quoted in MA 195/72).

In a letter dated 28 January 1869 the Board 
of Trade in Whitehall rejected the proposed 
idea of a lighthouse on Bald Head.

INITIAL SALVAGE
The only items saved from the wreck of 
Northumberland were a case containing reflectors 
for lighthouses and the two ship’s boats in 
which the crew had abandoned the ship:

One of these boats was for many years used as a 
passenger boat; the other was bought by my people for 

pleasure purposes. A Mr Harris, whose grandson is 
now Harbour Master at Albany (a member of one of the 
old families) bought the first boat. Both boats every year 
took part in the Albany regattas (Nathaniel William 
McKail quoted in Western Mail, 27 January 1927: 
17b).

SITE LOCATION
The wreck of Northumberland has not been 
found. However, the search area can be 
narrowed slightly by combining Captain 
Humphrey’s statement that it sank in a line 
between Cape Vancouver and Breaksea Island, 
distant from the latter about eight or nine 
miles, with the harbour master’s statement that 
at dawn from the mainland he had seen a vessel 
between Michaelmas and Breaksea islands and 
about eight miles to the eastward of the latter. 
He pulled off in the pilot boat at 8.00 a.m. for 
Breaksea Island, noting that the ship, which 
he had thought to be a whaler, was still there. 
When nearing the island he saw that the ship 
had disappeared. 

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
There is a Northumberland Rock marked on 
some charts just south of Bald Head, and is 
presumably the place on which Northumberland 
struck, but this gives no indication of where it 
now lies.

At the time it sank Northumberland was the 
largest vessel to have been wrecked on the 
south coast of Western Australia.

ARCHAEOLOGICAL (4)
When found the wreck of Northumberland will 
provide information on mid-19th century 
wooden sailing ship construction. Being in 
relatively deep water and with nothing having 
been salvaged, it may provide many artefacts 
giving an insight into the lives of the officers 
and crew.
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Official Number: 16216
Port of Building: Birkenhead, UK
Year built: 1857
Port of Registration: Port Adelaide
Rig Type: Ship (hulk)
Hull: Iron
Length: 164.0 ft (49.99 m)
Breadth: 30.2 ft (9.21 m)
Depth: 21.3 ft (6.49 m)
Tonnage: 814 gross, 787 net, 685 

under deck
Date lost: 2 July 1908
Location: Inner Island, near Cape 

Vancouver
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3 & 8

THE VESSEL
The Edith Byrne was built by Thomas Brassey’s 
Canada Works in Birkenhead, Merseyside. 
It had two decks, two bulkheads and was 
cemented. Registered at Liverpool on 9 June 
1857, the ship was sold to Robert Miles Sloman 
& Co. in March 1865 for £8 250, renamed 
Herschel and registered in Hamburg. It was 
used during 1871–80 to carry immigrants to 
Queensland. On 1 June 1891 it was sold to 
Halvigsen of Arundel, Norway, and then in 
February 1893 to The Adelaide Steamship 

Company Limited for the sum of £1 200. It was 
converted to a coal hulk for use at Albany. The 
cost of conversion was £400, and a further £180 
was spent on having the hulk towed to Albany.

THE LOSS
On 2 July 1908 the hulk Herschel, having been 
previously stripped of anything of value, was 
towed by The Bruce to Inner Island to the 
north-west of Cape Vancouver, and abandoned. 
At that time it was over 50 years old, possibly 
surviving this long because many of the earlier 
iron ships were more heavily plated than was 
later the case.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The Herschel was engaged for over a decade 
in bringing many immigrants to Queensland 
during the development of such industries as 
sugar growing, and the opening of the Palmer 
River goldfield.
REPRESENTATIVE (8) 
The Herschel is representative of the many hulks 
used at Albany to bunker visiting steam ships. 

REFERENCES
<http://www.geocities.com/mppraetorius>.
Lloyd’s Register of British and Foreign Shipping 1887–88. 
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Marshall, G., 2001, Maritime Albany Remembered. Tangee 
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Herschel formerly Edith Byrne (1857–1908)
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Figure 114.   
Herschel was 
built in Birkenhead 
by Thomas 
Brassey shown 
here. Illustration: 
Wikipedia.
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Rig Type: Schooner
Hull: Wood
Tonnage: 10
Port from: Albany
Port to: Two People Bay
Date lost: 11 April 1897
Location: Cape Vancouver
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
The only description of the Lucy, owned by 
John Schumann, is that it was a schooner. 
It was not registered and may have been 
either a private yacht or a small fishing vessel. 
Schuman had lent it to Joseph Simmons and 
his two companions, John McGlade (jnr) and 
Hugh Thomson. The three were intending 
to sail to Two People Bay for a week’s fishing 
and shooting. ‘The Lucy had prior to the trip 
undergone repairs and was supposed to be in 
good order’ (Albany Advertiser, 15 April 1897: 
3a).

THE LOSS
The Lucy left Albany at 8.30 a.m. on 11 April 
1897. A little later when off Michaelmas Island, 
it was noted that there was a leak in the planking 
on the port side of the hull. However, as their 

pumping was coping with the amount of water 
coming in the three men continued sailing 
towards the bay. Off Cape Vancouver the breeze 
freshened, and as the schooner heeled more 
the intake of water increased considerably, to 
the point where it became obvious that Lucy was 
about to founder. The dinghy which was being 
towed behind was quickly brought alongside 
and the men got into it just before the schooner 
sank. The dinghy was rowed to False Islet, a 
small island very close to the mainland. It was 
abandoned there while the men walked back 
to Albany where they arrived the following day.

INQUIRY
Although there appears to have been no 
inquiry into the loss of Lucy there was a civil 
court case some two years later. Schumann 
initially claimed £100 from Simmons for the 
loss of his schooner. The case was heard by the 
Resident Magistrate, J.A. Wright, in the local 
court at Albany on 10 March 1899, and was 
adjourned until 15 May when the claim was 
dismissed. Evidence was given at the hearing 
that Simmons had paid Schumann a sovereign, 
given him a dinghy and offered to mortgage 
some property to recompense him for the loss 
of Lucy.

INITIAL SALVAGE
The Lucy sank so quickly that the only items 
saved were the dinghy in which they reached 
the shore, a concertina and a leg of mutton.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The loss of Lucy caused a falling-out amongst 
friends, and the subsequent court case indicates 
how deeply such an event can affect the people 
involved.

REFERENCES
The Albany Advertiser, 15 April 1897: 3a.
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Official Number: 58900
Port of Building: Harrington, UK
Year built: 1868
Port of Registration: Liverpool, UK
Rig Type: Barque (hulk)
Hull: Iron
Length: 176.4 ft (53.77 m)
Breadth: 30.0 ft (8.14 m)
Depth: 19.1 ft (5.82 m)
Tonnage: 688 gross, 670 net, 658 

under deck
Date lost: 18 May 1928
Location: Near Cape Vancouver
Chart Number: AUS 110, AUS 118, AUS 

759 & BA 2619
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 8

THE VESSEL
The Jane Sprott was built by R. Williamson & 
Son for J.B. Sprott. Launched in June 1868 
it had one deck, one bulkhead, two tiers of 
beams and was cemented. The barque had 
been built under special survey using heavier 
plating than that required by the rules. The 
owner in 1884 was G.M. Bushby, and the vessel 
was again registered at Liverpool. In 1900 
the barque was sold to the Norwegian firm 
of Akties Copeland Island (Johan. Bryde), 
renamed Copeland Island and registered at 
Sandefjord, Norway.

The Copeland Island had been lying in 
Adelaide for some years when, in November 
1902, it was purchased by The Adelaide 
Steamship Company Limited. In 1905 it was 
towed to Albany by the steamer Winfield for use 
as a coal hulk, arriving during the late evening 
of 27 March. As a hulk it was always referred to 
as the Copeland. The winches were powered by 
a 15.9 HP steam engine fed by a vertical cross 
tube boiler, and there were three derricks.

THE LOSS
In May 1928, having served its useful life 
the hulk Copeland was stripped of all fittings 
including the derricks, boilers and winches. It 
was then towed by the tug Awhina to a position 
off False Island near Cape Vancouver. Under 
the supervision of the harbourmaster, Captain 
Donaldson, explosive charges put in Copeland 
were fired, and the hulk sank within a few 
minutes in 15 fathoms (27.5 m) of water.

INITIAL SALVAGE
Two of the derricks (made from oregon timber) 
were later used as masts on the small steamer 
Silver Star at Albany.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The Copeland is representative of the many 
hulks which supplied coal to steamers calling 
at Albany.

REFERENCES
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Lloyd’s, London.
Lloyd’s Register of British and Foreign Shipping 1884–85. 

Lloyd’s, London.
Marshall, G., 2001, Maritime Albany Remembered. Tangee 

Pty Ltd, Kalamunda.
The Albany Advertiser, 1 April 1905: 3d.
The West Australian, 26 May 1928: 19e.
Western Australian Museum, Department of Maritime 

Archaeology, File No. 193/79 – Coal Hulks – 
Albany.

Copeland formerly Copeland Island formerly Jane Sprott (1868–1928)
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Figure 115.   
Contemporary 
photos showing 
the Copeland 
being towed from 
the Town Jetty at 
Albany and the 
sinking hulk. Note 
Cape Vancouver 
in the background. 
Photos: Variously 
McKenna and 
MHA Collections.
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Figure 117.  An 
oblique aerial 
photograph from 
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Archipelago. Photo: 
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Port of Building: Bath, USA
Year built: 1827
Port of Registration: New London, USA
Rig Type: Ship
Hull: Wood
Length: 99.58 ft (30.35 m)
Breadth: 26.0 ft (7.93 m)
Tonnage: 298.82
Port from: New London, USA
Port to: New London, USA
Date lost: 28 August 1842
Location: Two People Bay
Chart Number: BA 1034
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3 & 8

THE VESSEL
The whale ship Avis was built by Johnson 
Rideout in Bath, Maine, USA. It had two decks, 
a billet head and a square stern. Baker (1973) 
refers to the vessel as a brig, and it is possible 
that it was originally built with such a rig, a third 
(mizen) mast being added at a later date. Like 
many of the whalers of the time it was owned 
by a consortium, in this case of eleven men. 
There is no hull depth known, but there is a 
figure of 13 feet (4 m) given for the draft. On 21 
August 1841 the ship sailed on a whaling voyage 
from New London, USA, under the command 
of Captain Gilbert Pendleton (referred to as 
Pindleton in the Launceston Examiner) with 
a crew of 24. Two of the crew were listed as 

Indians, three as Negroes. Their destination 
was the Indian Ocean, and a year later the Avis 
had secured 800 barrels of whale oil.

THE LOSS
On 28 August 1842 Avis was anchored in Two 
People Bay taking on water and wood, when 
during the night a gale struck from the south-east. 
Both cables parted and the ship was driven ashore, 
becoming a total wreck. The crew all reached shore 
safely. Much of the wreck (a newspaper reported 
two-thirds) was quickly buried by sand.

INITIAL SALVAGE
The 800 barrels of black oil were saved. The 
wreck of the Avis, the oil and some tobacco 
were sold at a public auction in Albany, and 
fetched £850. There appears to be no record of 
how much, if any, of the ship had been salvaged. 
On 14 September 1842 the Government 
Resident at Albany wrote to the Colonial 
Secretary querying whether the dutiable goods 
salvaged from the wreck, such as the tobacco, 
should be charged duty at a different rate to 
the duty to be paid on the wreck itself.

EXCAVATION AND ARTEFACTS
Some years ago a figurehead was reported 
as having been seen wedged in rocks at the 
north-east end of Two People Bay, and in 1986 
a large wooden knee was also found. In 1989 
a wreck inspection by Graeme Henderson of 
the Western Australian Museum recovered a 
plank with some treenails. No other remains of 
Avis have so far been found. Although stated 
as having been quickly buried by sand after 

going ashore, the beach in this area is subject 
to considerable erosion during storms. This 
erosion may have destroyed or re-distributed 
any remaining timbers and artefacts.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
William Jackman, the author of the book The 
Australian Captive published in 1859, states in 
his book that he had recently signed on as crew 
of Avis just prior to its being driven ashore and 
wrecked. He had previously been a survivor 
when a whaler he named as Carib was wrecked 
in the vicinity of Scorpion Bight (see entry 
Eyre wreck). Whaling was a very dangerous 
occupation.
REPRESENTATIVE (8) 
The Avis is representative of the many American 
whaling ships that worked off the south coast of 
Western Australia during the early 19th century.
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Port of Building: Praslin, Seychelles
Year built: 1839
Port of Registration: Adelaide
Rig Type: Brig
Hull: Wood
Length: 72.2 ft (22.0 m)
Breadth: 18 ft (5.5 m)
Depth: 10.6 ft (3.2 m)
Tonnage: 95
Port from: Adelaide
Port to: Cheyne Bay
Date lost: 7 November 1849
Location: Cheyne Bay
Chart Number: BA 1034
GPS position: Lat. 34º 50' 50" S
 Long. 118º 24' E. This is 

not a GPS position
Finders: William Hassell & 

Charles Westerberg
Protection: Maritime Archaeology Act, 

1973
Significance criteria: 3, 4 & 6

THE VESSEL
The Arpenteur was a brig owned by William 
Owen and John Ridley, having been purchased 
in December 1847 at Port Louis, Mauritius. It 
had a square stern, a billet head, no galleries 
and was sheathed with copper. Owen and 
Ridley registered it at Adelaide on 13 June 1848 
(No. 10/1848). Arpenteur was carrying eagerly 
awaited mail from England which had been 
collected at Singapore and was to be off-loaded 
at Fremantle. However, bad weather resulted 
in the brig having to bypass that port, and it 

headed for Albany intending to off-load the 
mail there. On 28 September 1849 Arpenteur 
tried to enter Albany harbour against a violent 
gale, but the bobstay broke and the vessel was 
driven back out to sea, well off the coast. It 
therefore continued on to Adelaide, arriving 
there on 9 October.

The Arpenteur was under the command of 
Captain John Raines with a crew of nine. It 
departed Adelaide on 17 October for Cape 
Riche with a cargo of eight tons of flour, some 
sugar, tea and sundry other items including the 
overdue mail. William Owen, the part-owner, 
was the only passenger on board.

THE LOSS
The Arpenteur anchored off Hassell Beach in 
Cheyne Bay, where it finally off-loaded the 
mail and began to take on whale oil from the 
shore whaling station. Six tuns of oil had been 
loaded when, on 7 November 1849, what was 
described as a ‘fearful gale’ (Perth Gazette, 23 
November 1849: 2b) from the north-east drove 
it ashore, and Arpenteur became a total wreck. 
All the crew were saved, but ‘only one or two 
articles of the cargo had been saved, and Mr 
Owen appears to be uncertain whether either 
that or the vessel was insured’ (Perth Gazette, 
23 November 1849: 2b). The vessel was in fact 
insured for three-quarters of its value, but the 
cargo was not insured (Sexton, 1990: 152).

INQUIRY
There is no record of an official inquiry being 
held, but a newspaper reported that on 11 

November 1849 surveyors had left Albany for 
Cheyne Bay to make a preliminary examination 
of the wreck of the Arpenteur. It was ‘considered 
advisable to sell everything for the benefit of all 
parties concerned’ (Perth Gazette, 23 November 
1849: 2b).

INITIAL SALVAGE
The wreck of Arpenteur was sold for £11, and ‘the 
flour part of her cargo, somewhat damaged, 
realised £5 a ton’ (Perth Gazette, 14 December 
1849: 2c). The purchaser of the wreck was Mr 
Thomas, and his purchase included a tun of oil.

SITE LOCATION
The wreck of Arpenteur lies about 100 metres 
off shore at the west end of Hassel Beach in 
Cheyne Bay. The Arpenteur and the brigantine 
Wave (see entry) were of a very similar size and 
construction, and with similar cargoes from 
the same port. They were wrecked in the same 
area within 16 months of each other, which 
has made positive identification of the wreck 
difficult.

SITE DESCRIPTION
The Arpenteur site was inspected in late 1972 by 
Graeme Henderson, Department of Maritime 
Archaeology, Western Australian Museum. 
It lies in about 3 m of water on a flat sandy 
bottom. Showing above the sand are several 
frames and about 4.6 m of planking, all in good 
condition. The planking bears traces of having 
been coppered. Some rounded stone ballast is 
also present on the site.

Arpenteur (1839–1849)
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EXCAVATION AND ARTEFACTS
Over the years there have been some artefacts 
recovered from the wreck of the Arpenteur. 
These include the lead draught numerals, 5, 
6 and 7, yellow metal sheathing tacks, copper 
fastenings, iron spikes, treenails and some 
samples of wood taken from timbers dragged 
ashore by Charles Westerberg.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Arpenteur is recorded as having arrived at 
Adelaide on 23 March 1849 with the salvaged 
gear, including the mast and rigging, of the 
brigantine Wave which was wrecked on 5 July 
1848 at Cheyne Bay (see entry). This wreck had 
been bought by Owen and Ridley, and Arpenteur 
was used to take the recovered gear initially to 
Fremantle and then to Adelaide.
SOCIAL (3)
Concern was expressed over Arpenteur having 
been driven off the coast at Albany, as:

Our hopes of a speedy arrival of an English overland 
mail, are entirely dispelled, unless indeed she may 
happen to arrive at South Australia previous to the 
sailing of the Champion, and send the mail by her 
(Perth Gazette, 19 October 1849: 3b).

The off - loaded mail  was  bringing 
‘intelligence from England only three months 
old’ (Perth Gazette, 26 October 1849: 2d).

Captain Raines wrote to the Government 
Resident at Albany, Henry Camfield, requesting 
that the Government support the shipwrecked 
crew of Arpenteur. ‘As I have no means of 

employing, or provisioning for them, I must 
cast them on the hands of the Government’ 
(CSR 189/292). These men were Malays 
shipped at Singapore. Camfield reluctantly 
purchased some rice to feed them at a cost of 
1½d per pound.

This was the start of a number of letters 
between Albany and Perth regarding who 
was responsible for the care of foreign 
seamen under the Merchant Seamen’s Act. The 
Advocate-General, George Fletcher Moore, 
was asked to give his opinion. The part-owner, 
William Owen, declined to be involved stating 
that he was ‘only a passenger on board the 
brig Arpenteur, and therefore have no right 
to interfere with the Captain’s Duty’ (CSR 
189/294). There appears to be no record of 
the outcome of this matter, and no record 
of what eventually happened to the Malay 
seamen.

In 1980 a piece of the planking of Arpenteur 
with some copper sheathing still attached 
was recovered. From this a plaque was made 
recording the dates of the various French 
voyages of exploration along the south coast 
in the Albany region. The plaque was later 
presented to the French city of Besancon by 
a group of visiting high school students from 
Albany.
ARCHAEOLOGICAL (4)
The remains of Arpenteur have the potential 
to provide information on the construction 
methods used by ship builders in the Seychelles 
(at that time a dependency of Mauritius) during 
the first half of the 19th century. Mauritius was 

a vital trading destination for the early colonists 
in Western Australian.
INTERPRETIVE (6)
The Arpenteur wreck site is easily accessible as 
it lies in shallow water close to a sandy beach. 
It therefore has the potential to contribute 
towards public education in respect of small 
early sailing vessels that traded to remote 
harbours and anchorages along the south coast 
of Western Australia.
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Port of Building: Victoria, Bermuda
Year built: 1838
Port of Registration: Adelaide
Rig Type: Brigantine
Hull: Wood
Length: 75.7 ft (23.07 m)
Breadth: 20.4 ft (6.22 m)
Depth: 10.8 ft (3.29 m)
Tonnage: 107
Port from: Adelaide
Port to: Shanghai, China
Date lost: 5 July 1848
Location: Cheyne Bay
Chart Number: BA 1034
GPS position: Lat. 34º 35.05' S
 Long. 118º 44.3' E. This 

is not a GPS position
Finders: Robert Davy
Protection: Maritime Archaeology Act 

1973
Significance criteria: 4, 6 & 8

THE VESSEL
The Wave was built in Bermuda with one deck, 
a square stern, billet head, no galleries and was 
copper sheathed. It was owned by R. Brown 
and registered in London. At that time it was 
registered at Lloyd’s as a brig. In 1847 it was 
bought by William Younghusband and Co. of 
Adelaide, registered at that port (No. 9/1847), 
and is then referred to as a brigantine, so it 
is possible that the new owners had changed 
the rig. Under the command of James Charles 
Coke, it sailed from Adelaide on 5 June 1848 
for Shanghai via Cape Riche, Albany and 

Singapore. The cargo included flour, which at 
that time was in very short supply in Western 
Australia, and the vessel’s arrival was looked 
forward to with some anxiety. The Wave was to 
take on a cargo of sandalwood at Albany.

THE LOSS
While anchored with two anchors down in 
Cheyne Bay near Cape Riche, Wave was hit by 
a heavy gale from the north-east which blew 
the brigantine ashore. The crew reached shore 
safely. The Reverend John Ramsden Wollaston, 
newly arrived in Albany, wrote in his diary: 
‘Strong suspicions have since arisen that this 
wreck was purposely contrived to obtain the 
insurance’ (Henn, 1954: 39).

INITIAL SALVAGE
On receiving news of the wreck of the Wave 
the colonial schooner Champion under the 
command of Lieutenant Benjamin Franklin 
Helpman, then at Albany, sailed on 8 July to 
render assistance to the survivors and to save 
what cargo it could. It managed to get Wave off 
the shore, but the brigantine suddenly filled 
with water and sank. The Champion arrived back 
in Albany some days later with the crew and part 
of the damaged cargo. The crew, apart from 
the captain, were then taken on to Fremantle 
by Champion, arriving there on 21 July. Captain 
Coke travelled back to Adelaide on board the 
Royal Navy’s paddle steamer HMS Acheron, 
commanded by Captain John Lort Stokes, 
‘there being no probability of meeting at the 
Sound with a vessel proceeding to Adelaide 

direct, for some time’ (Sydney Morning Herald, 
21 August 1848: 2b).

The brig Arpenteur under the command 
of Captain Allen had also been employed in 
salvaging cargo from the wreck. The brig’s 
owners, John Ridley and William Owen, had 
purchased the wreck of the Wave and that cargo 
not already salvaged for £330. The Arpenteur is 
recorded as arriving in Fremantle on 20 August 
with a cargo consisting of ‘27½ tons flour, 1 000 
bushels wheat, and the rigging, sails, &c., of the 
schooner Wave’ (Perth Gazette, 26 August 1848: 
2a). The material salvaged from Wave was later 
taken to Adelaide on board Arpenteur, arriving 
there on 23 March 1849.

SITE LOCATION
The wreck of the Wave lies between the boat 
ramp and a small reef at Cape Riche.

SITE DESCRIPTION
The wreck lies in 3 m of water on a sand bottom. 
A large piece of timber with lead sheathing, 
probably the stem post or gripe with what is 
most likely a section of the keel attached, is 
buried in the sand. Other wreck timbers lie 
trapped in the reef. A number of ceramic and 
glass shards are scattered on the beach.

EXCAVATION AND ARTEFACTS
In January 1988 an inspection of the wreck 
of the Wave by Dr Michael McCarthy of the 
Department of Maritime Archaeology, Western 
Australian Museum, recovered a brass spike 
fragment and a stealer plank with copper 

Wave (1838–1848)
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spikes. Prior to this, the finder Robert Davy 
had salvaged a holy-stone, some timber, a grind 
stone, scupper and copper bolts.

STATEMENT OF SIGNIFICANCE
ARCHAEOLOGICAL (4)
The remains of the Wave have the potential 
to provide information on the construction 
methods used by ship builders in the West 
Indies during the first half of the 19th century.
INTERPRETIVE (6)
The wreck of the Wave is very accessible as it 
lies in shallow water close to a sandy beach. 
It therefore has the potential to contribute 
towards public education in respect of small 
early sailing vessels that traded to remote 
harbours and anchorages along the south coast 
of Western Australia.
REPRESENTATIVE (8) 
The Wave is representative of the small sailing 
vessels that traded along the south coast of 
Western Australia at a time when fledgling 
settlements were being established in isolated 
bays.
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Figure 118.  The 
colonial schooner 
Champion (shown 
here on the right) 
went to the aid of 
the stricken Wave. 
Illustration: Ross 
Shardlow.
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Hull: Wood
Date lost: 21 May 1902
Location: Groper Point
Chart Number: BA 1034
Significance criteria: 3

THE VESSEL
No specifications are known of the Azelia, 
described in the newspaper as a ‘pretty little 
craft’ (Albany Advertiser, 12 April 1905: 3c). It 
belonged to Mr Glazier.

THE LOSS
At midnight on 21 May 1902 the sailing boat 
Azelia was moored in its usual position near the 
Town Jetty at Albany. By 6.00 a.m. the following 
morning the boat had disappeared, and had 
obviously been stolen.

Three years later, on 8 April 1905, Captain 
Frederick Douglas in the schooner Grace 
Darling found the remains of Azelia lying on 
the beach at Groper Point. While examining 
the wreckage Captain Douglas noticed a tent 
on a nearby sand hill. The tent contained a 
Gladstone bag containing two photographs, a 
small chest of tools, and the sails and fittings 
from Azelia. The sails were in good condition. 
There was no indication as to whom the bag, 
photographs or tools belonged.

INQUIRY
There appears to have been no inquiry into 
the loss of Azelia apart from the initial police 
investigation when it was stolen. It seems likely 
that the boat was wrecked while sailing eastward 

along the coast from Albany, and the sails, 
fittings, etc. were salvaged from the wreck by 
the thief. He had then set up a camp on the 
sand hill, presumably hoping for rescue by 
some passing vessel. Nothing further is known 
of him.

INITIAL SALVAGE
Captain Douglas collected the mast, gaff and 
yards of Azelia, together with the rudder and 
a stern board with the vessel’s name on it. He 
also took the other items found at the camp.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
It would be interesting to find where the thief 
had been heading when he lost Azelia, and what 
had been his fate.

REFERENCES
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Azelia (?–1902)
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Figure 119.  The 
stolen boat was 
probably similar to 
this fishing boat. 
Photo: Fremantle 
City Library.
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Official Number: 71814
Port of Building: Brisbane Water, NSW
Year built: 1874
Port of Registration: Fremantle
Rig Type: Schooner
Hull: Wood
Length: 62.2 ft (18.96 m)
Breadth: 18 ft (5.5 m)
Depth: 5.4 ft (1.65 m)
Tonnage: 43.28 gross, 43.28 net
Port from: Albany
Port to: Bremer Bay
Date lost: 24 April 1892
Location: John Cove, Bremer Bay
Chart Number: BA 1034
Protection: The site when found will 

be protected under the 
general provisions of the 
Historic Shipwrecks Act 1976

Significance criteria: 3, 6 & 8

THE VESSEL
The schooner Agnes had one deck, a flat bottom, 
an elliptical stern and as a figurehead the bust 
of a woman. The vessel had a small cabin with 
limited accommodation for passengers, some 
of whom had to sleep on the softer cargo in the 
hold (if any!). Built in NSW by E.G. Beattie and 
first registered at Sydney (No. 11/1875), the 
schooner was later sold to George J.W. Freeman 
and registered at Adelaide (No. 10/1877). 
It then traded in South Australian waters. In 
September 1876 it was reported as having gone 
aground (some references say wrecked) at 
Wardang Island in Spencer Gulf en route Port 

Pirie to Adelaide with a cargo of flour. It was 
salvaged, and by 1878 was owned by W.H. Jelly.

In June 1879 Agnes was bought by Frederick 
Douglas and Cuthbert McKenzie, 32 shares 
each, and registered at Fremantle (No. 
2/1879). During a storm which struck Albany 
on 10 September 1883, Agnes was driven onto 
the jetty where one of the upper planks and 
the bulwarks were stove in. It was subsequently 
repaired. In May 1886 it ran aground near 
Israelite Bay on the south coast of Western 
Australia, but was got off. In late 1889 Agnes 
was again stranded, this time at Fanny Cove. 
The keel was damaged, but the schooner was 
salvaged once more. On 10 September 1891 
Douglas purchased McKenzie’s shares, so 
becoming sole owner. The Agnes was stranded 

once more, this time at Fanny Cove on 19 
October 1891. Again it was got off, this time 
with slight damage causing a small leak.

Captain Douglas had been hoping to sell 
Agnes (which was not insured) in order to buy 
a larger vessel. The schooner departed Albany 
at 7.00 a.m. on 21 April 1892 for Bremer Bay 
where it anchored in John Cove, and loaded a 
cargo which included 40 tons of sandalwood.

THE LOSS
The Agnes had three anchors down, but on 
Saturday 23 April 1892 ‘a terrific sea came in, 
but no wind’ (telegram from Captain Douglas 
quoted in Albany Advertiser, 27 April 1892: 3e). So 
great were the seas that the anchored schooner 
was burying its bows. The strain on the anchor 

Agnes (1874–1892)
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Figure 120.  An 
1891 photo of the 
schooner Agnes 
preparing to leave 
Albany for Eucla. 
Note the lowered 
yard on the foremast 
of the Agnes. The 
other vessel is the tug 
Jessie. Photo: MHA 
Collection.
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cables and windlass was extreme, and just after 
midnight the cables parted, having completely 
pulled away the windlass. Because of its flat 
bottom Agnes was washed quite high up on the 
beach, but seas continued to break over it. The 
crew got ashore safely, and after the seas subsided 
they commenced salvaging the cargo and fittings, 
removing everything they could onto the beach.

Captain Douglas left Bremer Bay three days 
later to travel overland to Albany, arriving on 
Thursday 28 April. The two crew members left 
the wreck site by ship’s boat on the afternoon of 
Wednesday 27 April, and with a fair wind arrived 
at Albany the same afternoon as the owner. 

INITIAL SALVAGE
The crew of the Agnes salvaged all the cargo 
including the sandalwood. They also stripped 
the vessel of masts, sails ‘and everything on 
deck that was moveable’ (Albany Advertiser, 25 
April 1892: 3a). The vessel was described as 
‘breaking up fast’ (Albany Advertiser, 27 April 
1892: 3e). There is a report that the wreck was 
purchased by John Wellstead who owned a 
property at Bremer Bay, and who used much of 
the timber for various buildings on his station. 
The figurehead was given by the Wellstead 
family to an Albany resident, and it is now in 
the Albany Residency Museum. Some small 
items of rigging are held in the museum at the 
Wellstead homestead at Bremer Bay.

Richard McKenna stated that as a child in 
the 1930s he had seen the wreck of Agnes, a 
substantial amount of which remained high 
up on the beach at that time.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The schooner Agnes is associated with the 
Douglas and Wellstead families, both well 
known in the Albany and Bremer Bay areas.

On 2 September 1882 Agnes had arrived in 
Albany from Esperance carrying the body of a 
man named Jim Cody. There had been warrant 
of arrest out for him for some time for stealing 
two horses, one owned by Mr Campbell Taylor 
and the other by G. Pettit. Cody had been seen 
some 40 miles from Bremer Bay heading for 
Esperance. A telegram was sent to Constable 
George Truslove at Esperance, who then set 
out by horse to intercept Cody. They sighted 
each other 25 miles from Esperance, and the 
constable gave chase. However, Cody had the 
better (though stolen) horse and was clearly 
getting away. Truslove fired at Cody’s horse, 
intending to wound it. Instead the bullet hit 
Cody in the thigh. He was taken to Esperance 
where he received such medical attention ‘as 
can be sent by wire from Albany’ (Daily News, 
28 August 1882: 3d).

The Government chartered Agnes to go to 
bring Cody to Albany as quickly as possible, 
however he died soon after the schooner 
arrived at Esperance. A coffin with Cody’s body 
in it was then buried in ten tons of sand which 
had been boated off the beach as ballast for 
the schooner on its return voyage to Albany.
INTERPRETIVE (6)
Items from the wreck of the Agnes are on display 
at two museums, and provide information on 
coastal trading vessels in the 19th century.

REPRESENTATIVE (8) 
The Agnes is representative of the many small 
coastal trading schooners that worked the 
south coast of Western Australia. They were 
often stranded in the poor anchorages along 
that coast where there are so few safe harbours.
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Official Number: 87313
Year built: 1880
Port of Registration: Adelaide
Rig Type: Lighter
Hull: Wood
Tonnage: 78
Engine: Not known
Date stranded: 8 November 1907
Location: Mary Ann Haven
Chart Number: WA 1104, AUS 116 & BA 

2973
Significance criteria: 7

THE VESSEL
The lighter Agnes was built of hardwood and 
had a small steam engine which gave the vessel 
a speed of 5 knots using 1½ tons of coal per 
hour.

The Adelaide Steamship Company’s lighters 
Agnes and Pirri were being used to discharge 
and load cargo from the Dawn at Mary Ann 
Haven when a heavy gale struck from the 
south-west. The two lighters, along with Dawn 
and the steamer Leeuwin, had been forced to 
anchor outside the harbour due to the eastern 
mooring buoy having sunk. When the gale hit, 
the two lighters were unable to re-enter the 
haven, ‘there being no tug of sufficient strength 
to bring them in, and both anchored with two 
anchors’ (Albany Advertiser, 9 November 1907: 
3c).

THE STRANDING
The lighters rode out the worst of the gale 
safely, until the wind swung round to the south. 

The Agnes then parted its anchor cables and 
was driven ashore between the reefs and onto 
a sandy beach at Mary Ann Haven.

INQUIRY
As the stranding of Agnes was reported to 
the authorities it is probable that an inquiry 
was held, but the outcome is not known. 
Captain Arundel of the Marine Underwriters’ 
Association of Western Australia was inspecting 
the harbour at Hopetoun at the time the gale 
struck, and would have made a very credible 
witness.

INITIAL SALVAGE
The newspaper reported that Agnes was ‘very 
little damaged, and should be refloated as soon 
as the weather moderates’ (Albany Advertiser, 
9 November 1907: 3c). This was done, and it 
continued in the service of the company until 
sold in 1915 to A.E. Brown of Fremantle.

STATEMENT OF SIGNIFICANCE
RARE (7)
The Agnes is rare amongst lighters at this time, 
as it was fitted with an engine. However, as 
the engine had only limited power, on some 
occasions it needed a tug for manoeuvring as 
did the more common dumb lighters.
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Official Number: 101625
Port of Building: Singapore
Year built: 1896
Port of Registration: Fremantle
Rig Type: Steamer
Hull: Steel
Length: 76.0 ft (23.17 m)
Breadth: 16.04 ft (4.89 m)
Depth: 6.75 ft (2.06 m)
Tonnage: 68.71 gross, 38.52 net
Engine: 2 cylinder compound 

surface condensing 
steam engine of 25 NHP, 
125 IHP

Port from: Albany
Port to: Esperance
Date stranded: March–April 1905
Location: Mary Ann Haven
Chart Number: WA 1104, AUS 116 & BA 

2973
Significance criteria: 1

THE VESSEL
The Croydon was built in Singapore by Riley 
Hargreaves & Co. It had one deck, a straight 
stem, an elliptical stern and two masts which 
were fore-and-aft rigged. The original owners 
were Henry Osborn (21 shares), Ebenezer 
Martin (18 shares), Francis John Meagher 
(9 shares) and Augustus Sandford Moe (16 
shares). The vessel was not registered in 
Fremantle until 1899 (No. 9/1899) when these 
Western Australian joint owners sold it to The 
Adelaide Steamship Company Limited. The 
Croydon was initially purchased by the company 

for local work in the north-west. However, 
during 1904–05 it was used along the south 
coast, carrying mail and cargo between Albany 
and ports to the east. It carried no passengers.

THE STRANDING
There appear to be no reports in the newspapers 
of the circumstances surrounding the stranding 
of the Croydon. In September 1905 an Adelaide 
paper reported on the annual general meeting 
of The Adelaide Steamship Company. The 
meeting had been informed that: ‘The Croydon 
struck a reef entering Hopetoun Harbour 
(WA) in February, and was abandoned to 
the Underwriters’ (Advertiser, 21 September 

1905: 9a). While the fact that Croydon struck a 
reef is not in doubt, the date of the stranding 
is problematical. During March 1905 the 
steamer is known to have been still voyaging 
between Albany and the small ports to the 
east. For example, it was reported that Croydon 
arrived at Hopetoun from Albany at 7.00 a.m. 
on 16 March 1905 (West Australian, 17 March 
1905: 4a). Also, it was not abandoned to the 
underwriters until at least mid-April. 

INITIAL SALVAGE
The stranded Croydon was got off the reef and 
repaired sufficiently so that on 8 April 1905 
it could be taken in tow for Adelaide by The 

Croydon (1896–1905)
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Figure 121.  A  
contemporary 
painting of the 
steamer Croydon. 
Illustration: State 
Library of Victoria.
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Adelaide Steamship Company’s own steamer 
Tarcoola (2 647 tons). The two vessels arrived 
on 13 April. At that time Croydon was still owned 
by the company. On arrival at Adelaide it was 
to undergo repairs and an overhaul. However, 
just over a month later the following auction 
advertisement appeared in an Adelaide paper:

On TUESDAY May 23, at noon
AT THE MART, 20, CURRIE-STREET

ADELAIDE
THE STEEL SCREW STEAMER ‘CROYDON’

68 tons Register, 25 horse-power.
Built in Singapore in 1896.

Length, 76 ft; Breadth, 16 ft; Depth 6 ft 7 in.
AS SHE NOW LIES AT PORT ADELAIDE,

OPEN TO INSPECTION
J.H. WEIDENHOFER & CO.

Are instructed to sell by auction, as above 
(Advertiser, 16 May 1905: 10b).

The Croydon was sold to William Rendall 
Cave of Adelaide for £185. On 12 August 1913 
the Fremantle Registry was closed when the 
vessel was registered by W.R. Cave & Co at Port 
Adelaide (No. 11/1913). In 1918 it was sold to 
the Huon Shipping & Logging Co., Hobart. 
The following year it sprang a leak and sank in 
the Savage River on the east coast of Tasmania.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Croydon was part of The Adelaide Steamship 
Company’s fleet at a time when this company 
had substantial interests in Western Australian 
shipping.
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Figure 122.   
Croydon was 
owned by The 
Adelaide Steamship 
Company Limited 
whose head office in 
Adelaide is pictured 
here c. 1900. Photo: 
Wikipedia.
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Official Number: 57502
Port of Building: Hobart, Tasmania
Year built: 1869
Port of Registration: Fremantle
Rig Type: Topsail schooner
Hull: Wood
Length: 83.2 ft (25.36 m)
Breadth: 20.3 ft (6.19 m)
Depth: 8.1 ft (2.47 m)
Tonnage: 81.9 gross, 78. 21 under 

deck
Port from: Albany
Port to: Esperance
Date stranded: 5 March 1896
Location: Mary Ann Haven
Chart Number: WA 1104, AUS 116 & BA 

2973
Significance criteria: 1 & 3

THE VESSEL
The  Grace Darling was built at Battery 
Point in Hobart by John Lucas for Henry 
William Hopwood. It was carvel planked, 
with a square stern and a medallion head. 
The vessel was sold to Thomas Edwards 
of Melbourne on 28 November 1870 and 
registered at Port Fairy. The Grace Darling 
was subsequently sold to W. Tulloch of 
Adelaide and registered at Port Adelaide 
(No. 19/1873), where it usually carried 
wheat. During this period the vessel was 
involved in a collision with the Western 
Australian-built schooner Amelia on 8 
February 1883 in Avoid Bay, South Australia, 
as a result of which Amelia sank. Later Grace 

Darling rescued two survivors of the wreck 
of the schooner Experiment from Kangaroo 
Island. The schooner made voyages along 
the coast of Western Australia at least as far 
as Rockingham, as in early September 1874 it 
is recorded as being stranded at Geographe 
Bay after the anchor cable parted in a storm. 
It was also stranded at Rockingham on 1 July 
1881 during a severe gale.

The Grace Darling was purchased on 12 May 
1892 by Fred Douglas of Albany, and used in the 

coastal trade between Fremantle and Adelaide. 
It must have been a fast vessel as it completed 
one trip from Esperance to Albany in nineteen 
hours, and another from Eucla to Port Adelaide 
in 72 hours, ‘a record for such a small vessel’ 
(Eucla Recorder, 13 October 1898: 3a). During 
this period it earned a good reputation, and 
became noteworthy for the rescue of the 196 
passengers and crew of the iron steamer Rodondo 
from South East Island, about 128 kilometres 
from Esperance (see entry). In October 1899 

Grace Darling (1869–1896)
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Figure 123.  The 
Grace Darling at 
the Albany Town 
Jetty with the tug 
Jessie astern. Photo: 
Western Australian 
Museum.
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the schooner went aground at Kangaroo Island, 
South Australia, en route Adelaide to Eucla with 
cargo and three passengers. It was soon got off. 
At another time Grace Darling was stranded on 
Middle Island for six weeks.

The Grace Darling was sold on 1 September 
1910 to R.J. Lynne Ltd., ship owners and coal 
vendors of Fremantle. It then traded from 
Fremantle to Geraldton and northern ports. On 
27 April 1913 it sprang a leak and had to put in to 
Geraldton for repairs. At that time it was valued at 
£600 and was carrying cargo to the value of £2,000. 
It was wrecked near Lancelin in February 1914.

THE STRANDING
On 1 March 1896 the Sydney registered steamer 
Macgregor became stranded in Mary Ann Haven 
(see entry). As it was overdue searches had 
been organised, and on 5 March Grace Darling 
located the steamer ashore at the western end 
of the harbour. The crew of Grace Darling were 
so intent on the predicament of the steamer 
that they let their schooner run onto rocks in 
the harbour.

INITIAL SALVAGE
The Grace Darling was afloat in about two hours, 
and arrived at Esperance the following day with 
the news that Macgregor had been found.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The schooner Grace Darling was one of the best 
known sailing coastal trading vessels to work 
between Adelaide and ports in the north of 
Western Australia.

In June 1899 Grace Darling carried a cargo 
of 100 cats to Eucla, where they were released 
in an unsuccessful attempt to halt the westward 
movement of rabbits.
SOCIAL (3)
On 22 October 1899 when outward bound 
from Adelaide to Point Malcolm with a large 
general cargo and three passengers, Grace 
Darling became stranded in the Bay of Shoals, 
Kangaroo Island, South Australia. It was 
subsequently reported that Captain Douglas 
had no ticket to sail in South Australian 
waters, and was therefore obliged to take on 
a certificated master. He employed Captain 
Ballantyne (also referred to as Vallentine) 
to skipper the schooner from Adelaide to 
Point Malcolm at a cost of £12. However the 
subcollector of Customs at Esperance, J.M. 
Dickson, reported that Douglas told him 
that he had put Captain Ballantyne ashore 
at Edithburg in South Australia, ‘and then 
assumed command of the vessel himself’ (West 
Australian, 11 November 1899: 3). Shortly after 
Douglas took command, Grace Darling ran 
aground. Captain Ballantyne was subsequently 
called before the Marine Board in Adelaide 
to report on the circumstances of the change 
of master in South Australian waters. A report 
from Captain Douglas was required before the 
board could take any further action, but the 
outcome of this hearing is not known.
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Official Number: 88956
Port of Building: Footscray, Victoria
Year built: 1886
Port of Registration: Fremantle
Rig Type: Steamer, schooner-

rigged
Hull: Wood
Length: 91.0 ft (27.74 m)
Breadth: 18.5 ft (5.64 m)
Depth: 5.8 ft (1.77 m)
Tonnage: 64.42 gross, 45.08 net, 

63.71 under deck
Engine: Single cylinder steam 

engine of 25 HP
Port from: Albany
Port to: Hopetoun
Date lost: 8 August 1910
Location: Mary Ann Haven
Chart Number: WA 1104, AUS 116 & BA 

2973
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1

THE VESSEL
The Kepler was built by Marcus Erling at 
Footscray, Victoria, with one deck, a straight 
stem and a square stern. It was rigged as a 
3-masted schooner. The steam engine had 
been manufactured in 1885 by Matthew Paul 
& Son, Glasgow, and delivered 25 HP. This 
enabled Kepler to steam a distance of 5 miles on 

8 tons of coal. The first owner was J.J. White, 
and the vessel was registered at Melbourne. In 
1880 it was bought by D. Munro & Co. Ltd, and 
later sold to E. Walsh, T. May and W. Cowper 
in 1895. A subsequent purchaser in 1897 
was Edward Frank Millar who registered it at 
Fremantle (No. 4/1897). On 5 March 1909 
it was purchased by The Adelaide Steamship 
Company Limited ‘for lighterage work in 
Western Australia’ (Register, 14 September 
1909: 5d).

The Kepler was towed from Fremantle to 
Albany by the tug Uraidla, departing Fremantle 
on 26 March 1909. From there it was towed to 
Hopetoun by the steamer Ferret, arriving at 7.30 
a.m. on 2 April. For the next 15 months Kepler 
appears to have made fairly regular voyages 
between Albany and Hopetoun.

THE LOSS
In August 1910 an Albany newspaper reported 
on the sinking of Kepler at Hopetoun:

The Adelaide Steamship Co.’s lighter Kepler sank 
at Hopetoun on Monday morning. She was fully 
laden with cargo brought by the steamer Ferret from 
Albany. The cargo included 50 tons of Government 
coal and considerable quantities of iron, kerosene, oil, 
tar, matches, and cyanide. A strong westerly gale was 
blowing at the time and the sea was very rough (Albany 
Advertiser, 13 August 1910: 2h).

At the time Kepler was under the command 
of A.B. Pascall with a crew of three.

INITIAL SALVAGE
On 3 October 1910 Kepler, together with cargo 
from the Ferret which it had been taking ashore, 
was offered for sale at a public auction held in 
the Cleopatra Hotel, Fremantle. This cargo was 
said to comprise:

About 40 tons coal, 28 cases kerosene, 5 cases vestas 
[matches], 5 cases cyanide, 1 case nitric acid, 10 
drums and cwt tar, quantity tram rails, bar iron, and 
steel (West Australian, 28 September 1910: 2d).

EXCAVATION AND ARTEFACTS
An anchor from Kepler was raised in March 
1973 and is now on display at the Esperance 
Museum. It is iron stocked, with short thick 
arms and wide flukes.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The bulk of cargo which Kepler was carrying was 
almost certainly destined for the goldfields. At this 
time Mary Ann Haven was an important port for 
off-loading material used in the mining industry.
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Figure 124.  The 
Uraidla shown here 
at Adelaide was 
used to tow Kepler 
as far as Albany. 
Photo: State Library 
of South Australia.
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Hull: Wood
Tonnage: 4
Date lost: 7 November 1917
Location: Mary Ann Haven
Chart Number: WA 1104, AUS 116 & BA 

2973
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
The Leata (also referred to as Alita) was a small 
vessel belonging to Everett & Co. of Albany 
and was under the command of a member of 
the well-known Douglas family. The vessel was 
valued at £200, and there were seven men on 
board. The Leata was not registered. Marshall 
(2001) refers to it as a fishing lugger. The boat 
was involved in the Douglas family’s salvage 
attempts on the Dunster Castle at Stokes Inlet 
(see entry), and had just delivered a cargo 
of salvage equipment to the wreck site. It was 
returning to Albany, intending to call at Mary 
Ann Haven en route.

THE LOSS
The Leata struck Mary Ann Point while 
attempting to enter Mary Ann Haven, and 
became a total wreck. Edward ‘Ted’ Douglas 
suffered a broken arm during the accident.

INQUIRY
There appears to have been no inquiry into the 
loss of Leata. Possibly even if one was held, it 
was not reported, as during World War I there 
were more pressing matters than the loss of a 
small vessel at a remote location.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Even though Leata was a comparatively small 
vessel, the loss to the Douglas family must 
have been significant, especially as they were 
endeavouring to salvage the Dunster Castle at 
the time.
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Figure 125.  An 
Admiralty chart of 
Mary Ann Harbour 
dated 1900.
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Official Number: 82695
Port of Building: Mechanics Bay, New 

Zealand
Year built: 1881
Port of Registration: Sydney
Rig Type: Steamer, 3-masted 

schooner-rigged
Hull: Composite
Length: 129.8 ft (39.6 m)
Breadth: 21.7 ft (6.6 m)
Depth: 9.2 ft (2.8 m)
Tonnage: 255.58 gross, 163.37 net, 

171.07 underdeck
Engine: 2-cylinder compound 

direct acting steam 
engine of 60 HP

Port from: Esperance
Port to: Bremer Bay
Date stranded: 1 March 1896
Location: Mary Ann Haven
Chart Number: WA 1104, AUS 116 & BA 

2973
Significance criteria: 2 & 8

THE VESSEL
The Macgregor was built by McQuarrie & Co. 
in New Zealand of timber on iron frames and 
keel. It had one deck, a round stern and a billet 
head. It was fitted with a 2-cylinder compound 
steam engine manufactured by Fraser and Fine 
of Auckland. Originally registered at Auckland 
by Alex MacGregor, the vessel was sold to 
Sydney owners in 1895, and registered at that 
port (No. 22/1895). In early 1898 the Macgregor 
was sold for £890 to Western Australian joint 

owners George Frederick Gallop and Robert 
Laurie, and registered at Fremantle (No. 
2/1898). A refit in February 1900 decreased 
the net tonnage of the vessel, partly due to an 
increase in the space taken up by an enlarged 
engine room. This was required in order to 
fit a new boiler which operated at a pressure 
of 70 lbs/sq inch, compared to only 15 lbs/sq 
inch for the old iron boiler. Gallop and Laurie 
sold the Macgregor to Bernard Byrnes of Sydney 
five months later. The register was closed on 2 
March 1916 when the steamer was converted 
to a hulk. 

The Macgregor left Esperance for Albany at 
8.00 p.m. on Saturday 29 February 1896 under 
the command of Captain George Osborne with 
a crew of fifteen. There were twenty passengers 
on board, and the steamer was to call at all 
ports along the coast between Esperance and 
Albany. There were three boats on board, one 
of them new, and together they were ‘capable 
of carrying 60 or 70 passengers’ (Australian 
Advertiser, 12 March 1896: 3b). The ship was 
lightly laden and had a draught of 10 ft (3.05 
m) aft and 4½ ft (1.37 m) forward.

THE STRANDING
By Wednesday 4 March no report had been 
received of Macgregor, and great anxiety was 
felt for the safety of passengers and crew. 
Mounted constables were sent from Esperance 
to search the coast, and a telegraph operator 
from Bremer Bay was given a field telephone 
with instructions to meet the constables and 
relay the results of their search. The ketch 

Ettie departed Esperance with instructions to 
hug the shore and search for the missing ship 
between Esperance and Mary Ann Haven, 
and the schooner Swift left Albany with similar 
instructions. The Adelaide Steamship Company 
Limited steamer Flinders (Captain Sims) sailed 
from Esperance at 2.00 p.m. on 5 March to also 
search the coast, and to check all the islands for 
any sign of ship, crew or passengers.

The schooner Grace Darling (Captain Fred 
Douglas), en route Albany to Esperance, joined 
the search and on Friday 6 March arrived at 
Esperance with the news that at 7.00 p.m. the 
previous evening Macgregor had been found in 
Mary Ann Haven.

The steamer had arrived in Mary Ann 
Haven at 10.00 a.m. on the morning of 
Sunday 1 March. It anchored and off-loaded 
a passenger and the mails, using one of the 
ship’s boats. At noon, in getting stern way on 
as it started to leave the harbour, the steamer 
caught the aft end of its keel on the sea bottom 
and swung round. Although the engines were 
put full ahead Macgregor slewed broadside on 
to the beach and went firmly aground. The 
tide at this time was at half ebb and the sea 
calm, although there was a strong easterly wind 
blowing. Captain Osborne claimed that it was 
this wind that put the vessel ashore.

INQUIRY
A Preliminary Court of Inquiry was held at 
Albany on Wednesday 11 March before the 
Resident Magistrate Rowley Loftie, Captain 
Nicolson and A.Y. Hassell. After hearing 

Macgregor (1881–1896)
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evidence from Captain Osborne, the chief 
officer James Leydan and a passenger Stephen 
Phillips, the board found:

After careful consideration we find that no blame can 
be attached to the certificated master or mate of the 
s.s. Macgregor for the stranding of the steamer at 
Mary Ann Harbour on the 1st inst. And by virtue of 
the powers vested in us by Sec. 2, 51 Vic., No.6, Sub-
section C, we direct that all proceedings shall cease and 
determine. And we desire to add our opinion that the 
master and officers after the stranding of the steamer 
seem to have done everything that was possible under 
the circumstances (Australian Advertiser, 12 March 
1896: 3b).

INITIAL SALVAGE
Despite shifting coal from three of the bunkers 
to lighten the bow, and off-loading some of the 
cargo of timber onto the beach, the steamer 
remained stuck fast for five days. However, at 
7.00 p.m. on 5 March with the aid of a high 
tide the Macgregor was got off and then sailed 
for Albany. The Ettie had arrived at the site on 
3 March and had taken on board 15 of the 
male passengers from the stranded steamer. 
It was heading for Albany when the now freed 
Macgregor caught up with the ketch and took 
them back on board. At Albany an inspection by 
a diver, Kerr, from Fremantle, reported the hull 
to be in sound condition so Macgregor departed 
for Esperance during the evening of 11 March.

STATEMENT OF SIGNIFICANCE
TECHNICAL (2)
On a subsequent voyage Macgregor entered 
Esperance Bay during the evening of 3 October 
1896. As the steamer approached the jetty a 
rope was thrown, missed, and the vessel hit the 
jetty very hard causing considerable damage 
(£150 worth) to the jetty. The accident was 
reported to have shifted the jetty eighteen 
inches (0.46 m), piles were damaged, beams 
shattered and the railway line twisted. The 
steamer was apparently not badly damaged, 
and continued sailing without an official 
seaworthiness survey having been carried out. 
This caused consternation among some of the 
regular passengers. The Macgregor grounded 
again in November at Mary Ann Haven, and 
the following January alongside the Esperance 
Jetty. In the latter incident it remained aground 
for 30 hours during which time it bumped 
against the jetty, again causing considerable 
damage to the structure.

These four incidents involving Macgregor on 
the south coast indicate that even though it was 
iron framed but only wooden planked, it must 
have been a very strongly built vessel.
REPRESENTATIVE (8) 
The Macgregor is representative of the small 
steamers that worked the isolated ports and 
harbours along the south coast of Western 
Australia, though possibly not all of them went 
aground as often as did Macgregor.
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Official Number: 73353
Port of Building: Renfrew, UK
Year built: 1875
Port of Registration: Sydney
Rig Type: Steamer, schooner-

rigged
Hull: Iron
Length: 201.8 ft (61.51 m)
Breadth: 25.1 ft (7.65 m)
Depth: 12.2 ft (3.72 m)
Tonnage: 482 gross, 303 net, 409 

under deck
Engine: 4-cylinder compound 

steam engine of 60 HP
Port from: Esperance
Port to: Albany
Date stranded: 22 July 1900
Location: Mary Ann Haven
Chart Number: WA 1104, AUS 116 & BA 

2973
Significance criteria: 1, 3 & 8

THE VESSEL
The Yaralla was built by Lobnitz, Coulborn & 
Co. of Renfrew, Scotland, with one deck, and 
was owned by the Australasian United Steam 
Navigation Co. Ltd. The 4-cylinder compound 
steam engine was constructed by the builders 
of the ship.

The Yaralla was under the command of 
Captain W. Anderson, with a crew of 23 and 
one passenger. Captain Anderson had only 
taken over command of Yaralla in early June, 
having previously been master of the steamer 
Albany. The Yaralla left Esperance at 10.45 a.m. 

on Saturday 21 July 1900 for Albany, arriving 
at Mary Ann Haven the following morning. 
The anchorage within the harbour was very 
poor due to the rocky nature of the bottom. 
All cargo and passenger had to be offloaded 
using the ship’s boats.

THE STRANDING
There was a light wind from the north-west 
when Yaralla anchored in Mary Ann Haven, but 
soon after the passenger and mails were landed 
a strong and squally north wind set in. Only one 
boat-load of cargo had been landed when the 
wind strength increased and work had to cease. 
The wind soon backed to the north-west, and 
the anchors began to drag, the ship drifting 

‘towards the rocks which form the outskirts of 
the harbour. Captain Anderson tried to bring 
her head round, but the wind caught her 
broadside on, and she refused to answer the 
helm’ (West Australian, 26 July 1900: 7e). At 
2.00 pm on Sunday afternoon Yaralla began 
to bump, and was soon on the rocks where it 
remained for 16 hours.

During the gale the barometer reading 
at Esperance had been the lowest recorded 
in four years, and at Albany the lowest ever 
recorded.

INQUIRY
It was pointed out in contemporary newspapers 
that Mary Ann Haven was a poor anchorage 

Yaralla (1875–1900)
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Figure 126.  The 
Australasian United 
Steam Navigation 
Company’s vessel 
Yaralla was badly 
damaged when it 
ran aground at 
Mary Ann Haven. 
Photo: State Library 
of Victoria.
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which could be made much safer if the 
government laid a couple of heavy moorings. 
A small boat jetty for use by larger boats and 
lighters was also proposed. There appears to be 
no mention of an inquiry into the stranding of 
the steamer Yaralla.

INITIAL SALVAGE
At 6.00 a.m. on Monday 23 July the tide rose, 
enabling Captain Anderson to float the ship off 
the rocks. He immediately headed for the open 
sea, leaving three anchors and 230 m of chain 
behind. By this time the wind had shifted to the 
south-west and the steamer laboured so heavily 
that Captain Anderson could only point the 
bow into the wind and ride out the gale. Twenty 
four hours later the weather moderated and 
Yaralla could at last head for Albany, reaching 
the port at 10.00 p.m. Tuesday night. However, 
the passengers who had intended boarding 
Yaralla for Albany had been abandoned in 
Captain Anderson’s urgent necessity of getting 
clear of Mary Ann Haven:

When the Yaralla left Mary Ann harbour three weeks 
ago in the teeth of a gale, 25 would-be passengers were 
left behind on the shores of the harbour. There they had 
to remain for a fortnight, when the Rob Roy arrived. 
The small store at the harbour was fairly rushed 
for provisions, which soon began to give out (West 
Australian, 13 August 1900: 6g).

The Yaralla was surveyed by the Lloyd’s 
surveyor, Captain Jones, assisted by a diver, and 
his initial report was that the damage would 
necessitate the ship staying at Albany for some 

time. The Register of Wrecks and Casualties 
in Western Australia 1897–1942 indicates that 
the propeller was badly damaged, as were some 
of the hull plates. Captain Jones carried out 
a second survey on 3 August, stating that by 
then the vessel was fit to proceed to sea. He 
recommended that it be sent to a port ‘in the 
Eastern colonies’ and docked so that further 
repairs could be made. The ship sailed from 
Albany on 6 August for Brisbane. After repairs 
were carried out, Yaralla was used only on the 
coastal run along the eastern seaboard. The 
Rob Roy took over the coastal run to Esperance, 
carrying passengers, cargo and mail.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
During this very widespread storm a number of 
sailing ships were wrecked at Hamelin Bay, and 
five of the crewmen of the Katinka drowned.
SOCIAL (3)
The stranding of Yaralla resulted in a 
considerable disruption of the mail service to 
Esperance and other small communities along 
the south coast. A Perth newspaper’s Esperance 
correspondent reported on 15 August:

After nearly a month’s suspension since the accident 
to the Yaralla, the mail service from Albany has been 
renewed by the Rob Roy, which arrived yesterday 
with 30 tons of merchandise and nine passengers. 
The steamer has also 44 tons and 34 passengers for 
Mary Ann Harbour where she waited for two days 
discharging by the slow process of boating the cargo 
ashore (West Australian, 17 August 1900: 5b).

REPRESENTATIVE (8) 
The Yaralla is representative of steamers that 
worked the isolated ports and harbours along 
the south coast of Western Australia.
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Rig Type: Boat
Hull: Wood
Length: 24 ft (7.32 m)
Date lost: Late 1886-early 1887
Location: Approximately 11 km 

west of Starvation Boat 
Harbour

Chart Number: WA 1104, AUS 116 & BA 
2973

Protection: The site when found will 
be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
On 24 January 1887 a boat was reported found 
on the beach 35 miles (56 km) west of Fanny 
Cove. It was ‘24 feet long, copper fastened, 
painted slate colour and half buried in the 
sand’ (Esperance Police Station Occurrences Book 
quoted in Dickson 2012: 147). A constable was 
sent from the station to find out if there were 
any bodies, and from which ship the wreckage 
came.

THE LOSS
The constable reported back on 3 February 
that:

A ship’s compass was found lashed in the bottom of 
the boat, also 2 knives, spoon, braces and auger and 
a lifebuoy found about a mile from dinghy. The boat 
was stove in both sides, the mast and sails had been 
carried away. She appears to have been a new boat 

and evidently a crew had been in her and may have 
landed. Further details on the items found in the boat 
are:- the ship’s compass, in the centre of the card is the 
following name and address; Thomas Hemsley & Son, 
Tower Hill, London and outside the circle and under 
the arrow head pointing north is the name, Graham 
& Parkes while under the south point is the address, 
43 Canning Place, Liverpool (Esperance Police Station 
Occurrences Book quoted in Dickson, 2012: 148).

There was no indication as to how this boat 
came to be wrecked on the beach.

INITIAL SALVAGE
It is not known whether the constable retrieved 
any of the items listed in his report, but this 
is highly probable, especially as the compass 
would have been valuable.

SITE LOCATION
The location of the wrecked boat found 56 km 
from Fanny Cove would place it on a beach 
about seven miles west of Starvation Boat 
Harbour.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
This boat raises several questions. Where did 
it come from, who was on board at the time it 
was wrecked, and what subsequently happened 
to them?
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Figure 127.  This 
compass was made 
by Graham & 
Parkes. Photo: 
Google.
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Official Number: 128012
Port of Building: Garston, UK
Year built: 1909
Port of Registration: Melbourne
Rig Type: Steamer, schooner-

rigged
Hull: Steel
Length: 95.0 ft (29.0 m)
Breadth: 20.1 ft (6.1 m)
Depth: 7.6 ft (2.32 m)
Tonnage: 155.4 gross, 61.58 net, 

109.16 underdeck
Engine: 2-cylinder, double 

acting, vertical, inverted 
compound steam 
engine of 31 NHP, 240 
IHP

Port from: Esperance
Port to: Albany
Date lost: 7 July 1916
Location: Stokes Inlet
Chart Number: BA 1059
GPS position: Lat. 33º 51.0167' S
 Long. 121º 05.6699' E
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 1

THE VESSEL
The Dunster Castle was built by The Garston 
Graving Dock and Ship Building Company 
Limited, and launched in November 1909. 
Initially registered in Liverpool (No. 76/1909) 
by C.T. Bowring and Company Limited, it was 
clinker built with a round stern, straight stem 

and three bulkheads. The steamer had one 
deck, a well deck, a quarterdeck 11.28 m long, 
and a forecastle with a length of 5.49 m. The 
compound steam engine was built in Glasgow 
by Miller and Macfield Limited, and gave the 
ship a speed of 9 knots.

On 13 September 1911 Dunster Castle 
was sold to George Bell of Melbourne, and 
registered at that port (No. 10/1911). It was 

insured for £4 000. The ship was being used 
to carry railway material for the Esperance–
Salmon Gums railway, and on its fifth voyage 
in this role. Under the command of Captain 
Frederick Schroder (also spelt Shroeder in 
some references) with a crew of ten men, 
having off-loaded its cargo the steamer left 
Esperance to return to Albany at 8.30 a.m. on 
4 July 1916. The weather was fine and the wind 

Dunster Castle (1909–1916)
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Figure 128.  The 
Dunster Castle 
was run ashore at 
Stokes Inlet in order 
to save lives. Photo: 
MHA Collection.
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from the west-north-west was moderate. The 
vessel was riding high, since it had very little 
cargo on board.

THE LOSS
About midnight on 4 July the wind increased to 
a gale from the north-west, bringing heavy seas 
which caused Dunster Castle to labour. About 
5.00 a.m. the following morning the wind 
shifted to the south-south-west. At the time the 
ship was south of Margaret Cove and north-east 
of Rocky Island. The steamer was not making 
any progress so Captain Schroder changed 
course to the south-east, as he intended to 
return to Esperance. The strong winds then 
caused the ship to be set to leeward towards 
the land, and when nearing Butty Head it was 
found that, with the wind having now swung 
round to the south-south-east, Dunster Castle 
could not weather the head. The course was 
therefore altered to the south-west so as to get 
further off shore, as the gale was still blowing 
strongly with mountainous seas and heavy rain.

At 10.00 a.m. on 6 July, when about 14 miles 
south of Shoal Cape, the engineer reported 
that the bilge pumps were choked with coal 
and water had risen over the stokehole plates, 
consequently he could not keep a full head 
of steam. The master then decided to seek 
shelter in Fanny Cove, as the pumps could not 
be cleared at sea. In poor visibility caused by 
the rain, Captain Schroder mistook his position 
and anchored with both anchors, but well west 
of the cove. Here, with the engines going slow 
ahead to ease the strain on the cables, they 
hung on until 7.15 a.m. on 7 July. At that time 

the starboard cable parted, and Dunster Castle 
dragged the port anchor as it drifted broadside 
towards the shore. To save the ship and crew the 
master deliberately ran it onto the beach about 
six miles west of Shoal Cape, where it came to 
rest head towards the shore, without damage.

The following day some of the crew got 
ashore and obtained food and tobacco from 
the people at Moir’s farm. The next night 
rockets were fired to attract the attention 
of the State Steamship Service vessel Eucla, 
which then stood by till morning. The crew 
were then brought on board Eucla and taken 
to Esperance.

INQUIRY
The Chief Harbour-master at Fremantle 
investigated the incident and reported:

I find:
(a) That the casualty was due to the exceptionally heavy 
weather, the vessel being in light trim, and water getting 
below, thereby preventing the engineer from keeping a 
full head of steam:
(b) That no blame is attachable to the master and 
officers, as every endeavour was made to bring the 
vessel into port when it was found that the weather was 
too much for her. No further action is necessary (West 
Australian, 11 September 1916: 5c).

INITIAL SALVAGE
Early attempts by the marine surveyor, 
Captain Arundel of Fremantle, to pull Dunster 
Castle from the beach using the Western 
Australian Government owned ship Eucla were 
unsuccessful. During efforts by Albany diver 

Jack Schumann to get a line on board Dunster 
Castle, the surf boat he was in capsized in the 
waves. The boat was pulled back to Eucla by 
rope, leaving Schumann swimming for his life. 
He fortunately made it safely to shore. After 
some months of work Arundel abandoned any 
further attempts at salvage, and the stranded 
vessel was put up for auction.

On 23 November 1916 Dunster Castle was sold 
by auction for £260 to E.G. Everett of Albany. 
He contracted the Douglas family of Albany, 
led by William Douglas, to salvage the ship. The 
Douglas family agreed to finance the salvage 
attempt, with payment only being made if this 
was successful. Those involved were William 
Douglas, his sons Clem and Ted, and Ted’s son 
Walter. By digging a trench around the stranded 
vessel, and using the steam tug Dunskey and 
the shallow draught steamer Silver Star, the 
Dunster Castle was floated. The engine was then 
overhauled. However, when it was started the 
stern tube seized as sand had entered it. Wind 
drove the ship back onto the beach.

It was to be another two years before William 
Douglas again succeeded in floating Dunster 
Castle, but once more sand caused the newly freed 
shaft to seize. Water was therefore pumped into 
the ship in a deliberate attempt to have it sink in 
shallow water, in order to avoid it being washed 
higher up on the beach. It was hoped to later 
pump out the ship, an easier task than pulling 
it off the beach. This also was not a successful 
manoeuvre as the ship slewed broadside on, 
and began to fill with sea and sand. Concluding 
that salvage was impossible, Dunster Castle was 
abandoned by the Douglas family.
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In mid-1919 two further attempts were 
made to salvage the ship:

It is stated that the Dunster Castle, still aground near 
Fanny’s Cove, after unsuccessful attempts to float her, 
is again to have the attention of a salvage gang (West 
Australian, 6 June 1919: 5c).

The first attempt was made by a syndicate 
from Esperance using bullocks, and anchors 
buried in the cliff top in an attempt to drag the 
ship into a better position. A line of wooden 
posts on the top of the cliff together with a large 
one-armed anchor and some badly corroded 
pulley blocks and cables mark the place where 
these attempts were made.

The second was made by two Norwegian 
brothers, Herbert and Lars Larsen, from the 
recently closed Norwegian Sperm Whaling 
Company in Frenchman Bay. With the help 
of the local diver Jack Schumann, who had 
worked on the first salvage attempt, they built 
a timber bulwark 1.2 m high around the deck 
to keep out the waves, and then tried to pump 
out the ship. They succeeded in pumping out 
the stern area, including the engine room, but 
having then got the stern of Dunster Castle afloat 
they could not get the sand out of the forward 
area, neither could they get the engine started, 
and the steamer went ashore once again, this 
time permanently.

SITE LOCATION
The wreck of the Dunster Castle lies 90 m off 
the beach in Stokes Inlet, west of Shoal Cape.

SITE DESCRIPTION
The wreck of the Dunster Castle now lies on a 
west-north-west by east-south-east axis almost 
parallel to the beach, with the bow to the 
eastward. Surf breaks continually over the 
site, and a strong 5–7 knot current running 
to the south-east makes any work on the site 
both difficult and dangerous. In January 1995 
the wreck was inspected by Jeremy Green of 
the Department of Maritime Archaeology, 
Western Australian Museum. At that time a 
small section of the hull about 20 m in length 
was showing above the sand. Iron frames were 
also visible, as was the top of the propeller, 
and the boiler and engine were still in place 
aft of the superstructure. The stem appeared 
substantially intact, and the windlass and some 
bollards were in position. Much of the iron 
plating had been abraded away by the large 
grained very coarse sand, in conjunction with 
the strong current and heavy surf.

EXCAVATION AND ARTEFACTS
During the wreck inspection a brass object, 
though to be the engine room telegraph, was 
recovered. A brass porthole was also seen, but 
was not able to be recovered as it was still bolted 
to the iron plating.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Dunster Castle was used to carry railway line 
needed to build the Esperance to Salmon Gums 
railway. This line was to play an important part 
in opening up the Esperance hinterland to 

further pastoral development, and allow easier 
access to the eastern goldfields.

Five determined efforts were made to 
salvage Dunster Castle. This indicates the 
important part played by small coastal steamers 
operating at a time when shipping was in high 
demand, during and immediately after World 
War I.
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Official Number: 61084
Port of Building: Perth
Year built: 1868
Port of Registration: Fremantle
Rig Type: Cutter
Hull: Wood
Length: 44.0 ft (13.4 m)
Breadth: 13.1 ft (4.0 m)
Depth: 6.9 ft (2.1 m)
Tonnage: 24.25
Port from: Esperance
Port to: Figure of Eight Island
Date lost: 1915
Location: Figure of Eight Island/

Esperance
Chart Number: AUS 119, BA 2984
Protection: The site when found will 

be protected under the 
general provisions of the 
Historic Shipwrecks Act 1976

Significance criteria: 8

THE VESSEL
The Laura was built by Charles Watson for James 
Dyer of Perth, and registered at Fremantle (No. 
3/1869). It had one deck and a square stern. In 
1872 Dyer sold the vessel to George Simpson, 
manager of the Western Australian Timber 
Company at Vasse. In both 1882 and 1884 Laura 
was stranded at Lockeville, but on each occasion 
it was salvaged and placed back in to service. It was 
later purchased by Frederick Douglas and refitted. 
In 1910 the boat was used by one of his sons, Carl, 
who sailed from Albany to Cape Leeuwin to salvage 
large quantities of butter which had floated free 
from the wreck of the steamer Pericles.

THE LOSS
There is no exact date for this incident. 
Marshall (2001) gives two dates, 1915 and 1916.

In an unpublished manuscript, ‘Through 
the Rabbit Proof Fence’ by Richard Joyce 
McCarthy (Esperance Museum, quoted in 
Murray, 2004: 60–62), the author states that 
Laura, under the command of Jim Douglas 
with a crew of James Wharton White, Arthur 
Douglas and Larry Sinclair, was carrying sheep 
to Figure of Eight Island. Despite having four 
anchors on board, the cutter was anchored 
with only one light anchor. After unloading the 
sheep the crew decided to sleep ashore. During 
the night the south-east wind strengthened, 
Laura dragged its anchor, and was blown onto 
some rocks. Pounding damaged some of the 
planking and frames. The crew were marooned 
on the island for some days until rescued by the 
State Steamship Service vessel Eucla.

SITE LOCATION
In 1972 staff from the Department of Maritime 
Archaeology, Western Australian Museum, 
found a wreck off Boxer Island which was 
thought possibly to be that of Laura. However, a 
statement by R.J. McCarthy throws some doubt 
on this assumption.

According to McCarthy, Frederick Douglas 
decided that it would be possible to salvage 
Laura, and a party of six were landed from Eucla 
at the wreck site during one of its voyages from 
Esperance to Albany. The group consisted of 
the owner Frederick Douglas, James Wharton 
White, William Stow, Bob Douglas, Buller White 
and McCarthy. They had food and salvage gear 

and were to be collected by Eucla, along with, 
hopefully, the salvaged Laura, on Eucla’s return 
voyage six days later.

After considerable effort the party managed 
to re-float Laura, and on Eucla’s return it was 
towed the eighteen miles to Esperance, this 
taking about three hours. Here Douglas built 
a wheeled cradle, and got Laura into his yard 
ready to commence repairs. Evidently they were 
not completed, and the hull lay in the yard for 
several years until purchased for a few pounds. 
The new owner moved it to the beach near the 
Town Jetty, but did no work on it and it was 
finally broken up.

If this information is correct, then further 
research is needed to identify the wreckage 
found on Boxer Island.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The Laura is representative of small cutters 
which could be used for work along the coast, 
carting timber, livestock and many others 
cargoes as required.
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Official Number: 72481
Port of Building: Fremantle
Year built: 1875
Port of Registration: Fremantle
Rig Type: Topsail schooner
Hull: Wood
Length: 64.67 ft (19.7 m)
Breadth: 17.2 ft (5.24 m)
Depth: 7.1 ft (2.16 m)
Tonnage: 48.48
Port from: Esperance
Port to: Fremantle
Date lost: July 1878
Location: West of Esperance
Chart Number: AUS 119, BA 2984
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1 & 8

THE VESSEL
The two-masted topsail schooner Brothers was 
built by David James Storey in his yard at South 
Beach, and launched on Thursday 20 January 
1876. 

On the 20th inst. Mr. James Storey made another 
successful launch of a pretty model schooner of 50 tons 
burden; she is built of Jarrah, the most durable wood 
known, for ship building purposes, and effectively resists 
all attacks of marine insects. Her owners are Messrs H. 
Higham and Son who have had her built expressly for the 
pearl shell fishery trade and christened her the Brothers 
(W. A. Times, 25 January 1876: 3a).

It appears that Brothers saw little if any 
service in the pearling industry, as almost 
immediately after the launching it was involved 
in the salvage of the brigantine Kitty Coburn off 
Augusta. This took most of 1876. By mid-1878 
it was again heading south from Fremantle, 
having been chartered by Andrew Dempster 
to carry him, his wife and six children to 
Esperance, departing Fremantle on 23 June. 
Dempster had secured the contract to build 
the police station at Esperance, and had on 
board material to undertake this task. At the 
time Brothers departed Fremantle the captain, 
J. Taquer, was drunk, and continued drinking 
heavily during the voyage. When a severe gale 
struck after rounding Cape Leeuwin Andrew 
Dempster considered it necessary to take over 
command, and locked the captain in his cabin. 
The vessel leaked badly and the crew were 
constantly at the pumps, but Brothers arrived 
safely at Esperance.

THE LOSS
After off-loading the Dempster family and 11 
other passengers, Captain Taquer was advised 
to wait for better weather before setting off on 
the return voyage. He ignored this advice, and 
Brothers sailed out of Esperance on 12 July 1878 
bound for Fremantle. It was not seen again, 
and despite checks being made by mounted 
constables of schooner sightings at Hamelin 
Bay in September and Cape Naturaliste in 
October, the fate of the vessel remains a 
mystery.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
On 3 December 1875 the brigantine Kitty 
Coburn was wrecked at Augusta. In January 
the following year a consortium of Fremantle 
business men including master mariner, 
shipwright and one time Lloyd’s surveyor 
William Owston bought the wreck. They sent 
a party of men led by W. Brown to undertake 

Brothers (1875–1878)
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salvage work, using the schooner Brothers. 
Nearly eleven months later, on 1 November 
1876 the temporarily repaired Kitty Coburn 
sailed in company with Brothers for Fremantle. 
However, the two vessels struck a north-west 
gale off Cape Leeuwin, Kitty Coburn sank, and 
Brothers, after rescuing the sixteen crewmen 
from the brigantine, was forced to turn and 
run for Albany.

The schooner Brothers is associated with 
the Dempster family who had various business 
interests in and around Esperance, being the 
first European settlers to take up land in that 
area.
REPRESENTATIVE (8) 
The Brothers is representative of the many small 
sailing vessels that worked along the south coast 
of Western Australia in the latter half of the 
19th century.

REFERENCES
Dickson, R., 1996, Ships Registered in Western Australia 

from 1856 to 1969. Report – Department of 
Maritime Archaeology, Western Australian 
Maritime Museum, No. 80.

Erickson, R., 1978, The Dempsters. University of Western 
Australia Press, Nedlands.

Henderson, G. & K., 1988, Unfinished Voyages: Western 
Australian Shipwrecks 1851–1880. University of 
Western Australia Press, Nedlands.

Rintoul, J., 1967, Esperance Yesterday and Today. Esperance 
Shire Council, Esperance.

The Western Australian Times, 25 January 1876: 3a, 11 
June 1878: 3a, 25 June 1878: 2a, 1 October 1878: 
3b & 4 October 1878: Supplement 1b.

Worsley, P. & J., 2011, Capes of Sunset: Western Australia’s 
Maritime Heritage Between Peel Inlet & Flinders 
Bay. Western Australian Museum, Fremantle.

218  Historic Shipping in Western Australia

Figure 130.  James 
Storey of Fremantle, 
shown here with 
his wife Elizabeth, 
built the schooner 
Brothers. Photo: 
Fremantle City 
Library.

Worsley3Final.indd   218 14/04/2015   2:18 pm



Rig Type: Boat
Hull: Wood
Date lost: 1 November 1896
Location: Esperance
Chart Number: AUS 119, BA 2984
Significance criteria: 3

THE VESSEL
In the morning of Saturday 31 October 1896 
the steamer Macgregor attempted to leave the 
Esperance jetty, but became caught in a newly 
built section. A kedge anchor was put out to 
haul the ship off.

The following morning six of the crewmen 
from Macgregor took the ship’s boat to The 
Adelaide Steamship Company’s hulk, and there 
borrowed the hulk keeper’s boat to bring in 
the kedge anchor. There is no indication of the 
size of this boat, but it was presumably bigger 
than Macgregor’s own boat, enabling it to more 
easily carry the heavy anchor. It would have 
been fitted with a mast and sails typical of the 
boats used by hulk keepers to sail between the 
hulk and the shore.

THE LOSS
Those manning the boat were the second mate, 
Edward Butler, able seamen McLean, Harding, 
Wilson and White and the cook’s assistant, 
Louis (referred to by the newspaper as a 
coloured man, but most likely from Mauritius). 
Leaving their own boat alongside the hulk, 
the six men in the borrowed boat hauled up 
the kedge anchor and began rowing towards 
Macgregor. There was a choppy sea at the time, 

and the weight of the kedge anchor dragged 
the stern of the boat under until it swamped. It 
remained partly afloat as the rope holding the 
anchor must have been released. The second 
mate was the only one of the six able to swim, 
and while three men managed to cling to the 
gunwale of the swamped boat, Butler and the 
other two drifted away, with the second mate 
keeping Louis afloat.

The accident had been seen by four men, 
Humphreys, Clarke, Royals and G. Brown, who 
were fishing from the jetty. They immediately 
jumped into a nearby boat and went to the 
rescue of the men in the water. The three men 
were left clinging to the boat while the rescuers 
went to the assistance of the other three:

The plucky conduct of the second mate evoked general 
admiration. He [had] caught hold of the cook’s 
assistant, and kept him afloat at great risk to himself 
until owing to the coloured man’s sudden relaxation 
and cry he realised the fact that the unfortunate man 
had been seized by a shark, numbers of which have been 
seen here lately. Butler got into the boat, and fainted. 
The other man was then picked up, after which the 
rescuing party went to the men who were clinging to 
the boat (West Australian, 2 November 1896: 5a).

One of those clinging to the boat, Able 
Seaman Wilson, had lost his hold and was 
sinking when he was fortunately grabbed by the 
legs and dragged to safety in the rescue boat. 
Searches for the body of Louis, the missing 
man, proved unsuccessful.

INITIAL SALVAGE
As the boat although swamped was still floating, 
it is likely that it was subsequently recovered.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Two of the men were taken to the hospital ‘in 
a low condition’ (West Australian, 2 November 
1896: 5a). Butler became delirious and needed 
considerable care before he recovered. Because 
of the condition of the crewmen, Macgregor 
could not leave Esperance until the following 
day. One of the survivors, McLean, was being 
taken out to Macgregor when on reaching the 
steps of the jetty he fell into the sea. He was with 
difficulty rescued for the second time.

REFERENCES
Dickson, R., 2012, Maritime Matters of the South Coast of 

Western Australia: Every Known Maritime Incident 
from the Leeuwin to Eucla. Hesperian Press, 
Victoria Park.

The West Australian, 2 November 1896: 4e & 5a.

Unnamed boat (1896)

 Cape Vancouver to Cape Le Grand 219

Worsley3Final.indd   219 14/04/2015   2:18 pm



Official Number: 74935
Port of Building: Brisbane Water, NSW
Year built: 1877
Port of Registration: Sydney
Rig Type: Ketch
Hull: Wood
Length: 67.8 ft (20.67 m)
Breadth: 18.4 ft (5.6 m)
Depth: 5.7 ft (1.74 m)
Tonnage: 42
Port from: Sandy Hook Island
Port to: Esperance
Date lost: 10 September 1896
Location: Black Island, Esperance 

Bay
Chart Number: AUS 119, BA 2984
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
Built by Edward Davis, Brisbane Water, NSW, 
Ettie was initially owned by John Lancaster and 
registered in Sydney (No. 62/1877). In 1895 the 
ketch was purchased by John Richard Connolly 
of Esperance for trading along the south coast 
of Western Australia, and in particular to carry 
material for the telegraph line then being built. 
Under the command of Captain Osborne with 

a crew of four, Ettie was sailing from Sandy Hook 
Island carrying firewood, household furniture 
belonging to Connolly, and 40 of his sheep 
picked up from Woody Island. Connolly had 
leased a number of islands off Esperance for 
pastoral and agricultural purposes. The vessel 
and cargo were valued at £600, and were not 
insured. There were only three lifebuoys on 
board.

THE LOSS
About 5.30 p.m. on the evening of Thursday 10 
September 1896 Ettie was approaching Black 
Island when it was struck by a heavy squall. 
While endeavouring to go about, the ketch was 

hit by heavy seas which threw it onto the rocks. 
Planks were ripped from the bottom of the hull, 
the rudder torn off and the stern post smashed. 
After lying on the rocks for a short time Ettie 
was washed off into deep water where it turned 
on its side and then sank. Captain Osborne and 
the mate, Charles (or William) Bradley, were 
drowned. An unnamed Aboriginal crewman 
was seen swimming for the shore. However he 
became exhausted, disappeared in the waves 
and also drowned. The other two crewmen, 
Charles Harrison and the cook, Frank Marsh, 
had held onto a mast until Ettie began to sink. 
They then struggled for over an hour and a half 
to reach and get a secure footing on the steep 

Ettie (1877–1896)
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sides of Black Island. Here they were without 
shelter and, although sighting several coastal 
vessels passing close by, were unable to attract 
attention.

For the next few days the men ate crabs and 
weeds which grew on the island. On Monday 
14 September John Connolly sailed in his 
yacht Fleetwing to the island on which he lived, 
expecting to see Ettie moored there. As there 
was no sign of the ketch, but being told that a 
vessel had been seen in difficulties near Black 
Island, he sailed there. The two survivors were 
seen frantically signalling, using saplings to 
which they had tied their shirts. With great 
difficulty they were got off in a dinghy and 
taken to Esperance. Subsequently one was 
taken by the coastal steamer Macgregor to 
Albany, arriving there on 23 September. He was 
reported to have been suffering the ‘effects of 
hardships he had experienced while sustaining 
life on the barren and desolate island upon 
which he had been cast’ (Inquirer, 2 October 
1896: 3g).

INQUIRY
A Court of Inquiry into the loss of Ettie was held 
on 30 September 1896, but was not completed 
due to the master and mate of the ketch both 
having been drowned.

INITIAL SALVAGE
Despite a thorough search of the mainland 
coast, the bodies of the three missing men off 
Ettie were never found. In the search for them 
Constable Lynch reported that the beaches 

nearby were ‘covered with wreckage of every 
description, including articles of furniture, 
bags of flour, and chests of drawers, chiffoniers, 
pieces of carpet, and other household articles 
which were intended to furnish Mr Connolly’s 
house on the island’ (West Australian, 17 
September 1896: 6b). It is not known which of 
these items, found scattered over a length of 
two miles, were ever recovered. He also noted 
the bodies of 35 dead sheep.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The names of four members of the crew of 
Ettie are known, and even some details such 
as their marital status. Not even the name of 
the Aboriginal crew member was recorded, 
an indictment on the social mores of the day.

The sinking of Ettie was only one of several 
major losses that befell Connolly during late 
1896. He not only lost his other two vessels, 
the ketch Swift on 31 August (see entry) and 
his yacht Fleetwing on 22 November (see entry), 
but a fire also destroyed his warehouse in 
Esperance.
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Rig Type: Ketch or yawl
Hull: Wood
Length: 60.0 ft (18.29 m)
Port from: Fremantle
Port to: Archipelago of the 

Recherche
Date lost: 30 March 1907
Location: Woody Island
Chart Number: AUS 119, BA 2984
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
The Sea Queen is variously described as a 
schooner, a ketch and a lugger, but was most 
probably a ketch. It may have been built by 
Charles Walker, boatbuilder of Fremantle, who 
was well-known for building luggers for the 
pearling fleet, as well as cruising and racing 
yachts. He is known to have built a yawl named 
Sea Queen. The vessel, owned by W. Clements 
of Perth, had been chartered by the Australian 
Phosphates Company to explore the islands of 
the Archipelago of the Recherche for guano 
deposits. As a consequence it was loaded with 
provisions for three months, a boring plant and 
mining stores. It was described as ‘a new vessel 
when she arrived at Esperance, white painted, 
spic and span, flush deck, cabin aft and a large 
tiller for steering instead of a wheel’ (Murray, 
2004: 58). It was fitted out with laboratories and 

a photographic room. The Sea Queen was valued 
at £800, with the stores and equipment worth 
a further £500. It was not insured.

The Sea Queen departed Fremantle on 19 
February 1907. The party under the leadership 
of Boswell Richard Synnot had explored Boxer 
and Figure of Eight islands, and found on the 
latter a particularly rich deposit of phosphate 
claimed to be over 50 000 tons.

THE LOSS
During the night of 30 March 1907 Sea Queen was 
anchored off Woody Island when the anchor 
dragged and the vessel went ashore. It was 
wrecked, and almost all the provisions, boring 
plant and mining stores were lost. There was, 
fortunately, no loss of life, but ‘Mr Broadhurst 

[Florance Constantine Broadhurst], who has 
had a large share in the Abrolhos guano works, 
was in this venture also, and was unfortunate 
enough to severely injure his arm while leaving 
the wreck’ (West Australian, 9 April 1907: 5i). 
Some of the group rowed to the mainland 
and walked to Esperance. From there a fishing 
boat, the Little Wonder, was sent to collect the 
remaining survivors.

INITIAL SALVAGE
From contemporary newspaper reports it 
would appear that almost nothing was saved 
or later salvaged from the wreck of the Sea 
Queen. An Extraordinary General Meeting of 
the Australian Phosphate Company in May 
1907 was held to consider the loss of the ketch 

Sea Queen (?–1907)
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and all their mining equipment. The meeting 
considered that the successful exploration 
results obtained to that date justified spending 
money on replacing the equipment and 
continuing the search for further phosphate 
deposits.

The wreck of the Sea Queen was sold to James 
Wharton White ‘as she lies’. There appears to 
be no record of the vessel being salvaged by 
White.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
At the time Sea Queen was making preparations 
for departure from Fremantle some newspapers 
were reporting that the people on the vessel 
were going ‘treasure hunting’ for gold, 
supposedly located years before on one of the 
islands off the south coast. It appears that this 
rumour was taken quite seriously at the time.

There is a reference that even the 
Government of Western Australia had an 
interest in the venture, and had partially 
funded the expedition (Murray, 2004: 59).
ARCHAEOLOGICAL (4)
As there was little salvage work carried out on 
the wreck of Sea Queen, the boring plant and 
other exploratory mining equipment remains 
on site. It would be of archaeological interest.
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Illustration: 
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Rig Type: Yacht
Hull: Wood
Port from: Lucky Bay
Port to: Esperance
Date lost: 22 November 1896
Location: Cape Le Grand
Chart Number: AUS 119 & BA 2984
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3

THE VESSEL
There is no known information regarding the 
size or date and place of building of the yacht 
Fleetwing, which was owned by John Richard 
Arthur Connolly of Esperance. He had evidently 
only recently obtained the yacht from Sydney 
where it was ‘well-known’ and had ‘won several 
races’ (Murray, 2004: 47). Connolly had lent 
the yacht to a party of seven men who sailed on 
the morning of Sunday 22 November 1896 for 
a trip to Lucky Bay. They were Alfred Gustafsen 
(Connolly’s sailing-master on Fleetwing), Reg 
Shaw, Charlie Abbott, Walter Pritchard, Joe 
Parker, Fred Stratford and a man named Dan. 
Shaw was a professional photographer, stated in 
one reference as being from Adelaide, and he 
had with him all his camera equipment.

THE LOSS
Late on Sunday afternoon of 22 November 1896 
Fleetwing was sailing back towards Esperance 

with what was described as ‘a good wind’. At 
5.30 p.m. off Cape Le Grand a gust of wind 
caused the boom to jibe. The yacht heeled over, 
filled and sank, leaving the seven men, two of 
whom could not swim, floundering in the sea. 
Luckily one man had quickly cut loose the 
yacht’s dinghy which had been towed behind, 
and five men managed to get in. There was no 
room for the other two who had to cling to the 
gunwales, one on each side.

They were a mile and a half (2.5 km) from 
one of the many islands of the Archipelago of 
the Recherche:

Amidst a tempestuous sea the frail craft was gradually 
propelled to the island. The journey was a precarious 
one, and ever to be remembered by those on the craft. The 
reefs were crossed and passed. The boat got sideways on, 
and but for the balancing power of the man hanging 
on each side it would have capsized several times. 
Ultimately it got to the rocks and the occupants jumped 
on land. The exhausted men alongside were got ashore 
(West Australian, 25 November 1896: 5f).

Leaving five men on the rocky island, two 
men rowed the dinghy to Woody Island where 
they lit a fire to try and attract attention. Those 
remaining behind also lit a fire, but neither fire 
was seen. That night a severe thunderstorm 
struck the area, and as there was no shelter the 
survivors were drenched.

The following morning the steamer Macgregor 
passed close by but did not see their signals. On 
Tuesday morning Connolly arranged to be 
towed out in a fishing smack by the steamer 
Flinders to search for the missing yacht and its 

crew. The survivors were found, picked up by 
the smack about 11.00 a.m. and taken on board 
Flinders where they ‘were resuscitated by the 
efforts of Captain Rees and the chief steward, 
Mr Finsmere’ (West Australian, 25 November 
1896: 5f). They were then transferred back to the 
smack and Connolly took them to Esperance, 
where they landed at Dempster’s Jetty to the 
welcome of a large crowd.

INQUIRY
There is no indication of any inquiry into this 
sinking. However, John Connolly would no 
doubt have closely questioned the men as to 
the circumstances surrounding the loss of his 
last remaining sailing vessel.

INITIAL SALVAGE
Nothing was saved from the wreck of Fleetwing, 
and Shaw lost all his photographic equipment 
valued at £50, ‘and is now absolutely without 
means of livelihood’ (West Australian, 25 
November 1896: 5f). However, he was ‘supplied 
by Dr Black with a camera until another arrives 
from England’ (West Australian, 30 November 
1896: 5c).

SITE LOCATION
The site of the accident to Fleetwing is not 
known. The newspaper reports state that it 
‘sank in over 40 fathoms (73 m) of water’. This 
seems unlikely, as depths off Cape Le Grand in 
the general area through which the yacht would 
have probably sailed are only between 14 and 
23 fathoms (25.6–42 m).

Fleetwing (?–1896)
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STATEMENT OF SIGNIFICANCE
SOCIAL (3)
John Connolly had within less than three 
months lost both his trading vessels, the 
schooner Swift at Twilight Cove on 31 August 
(see entry) and the ketch Ettie at Black Island 
on 10 September (see entry). With the later loss 
of Fleetwing he had no remaining vessels. His 
warehouse at Esperance was also burnt down 
during this time.
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Port of Building: Launceston, Tasmania
Year built: 1832
Port of Registration: Launceston, Tasmania
Rig Type: Cutter
Hull: Wood
Length: 35.17 ft (10.72 m)
Breadth: 12.83 ft (3.91 m)
Depth: 4.67 ft (1.42 m)
Tonnage: 23.23
Port from: Albany
Port to: Anchorages to the 

eastward of Albany
Date lost: 24 March 1835
Location: Thistle Cove
Chart Number: BA 1059
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3, 4 & 7

THE VESSEL
The Mountaineer was built on the River 
Tamar in northern Tasmania for Mungo 
Summerville. It was clinker built with a square 
stern. The cutter sailed from Launceston on 
15 December 1834 under the command of 
Evanson Jansen on a sealing voyage, calling 
at Middle Island and Long Island in the 
Archipelago of the Recherche on its way to 
Albany, where it arrived on 22 February 1835. 
Besides Jansen there were two crewmen, James 
Ward and Thilt, and five passengers. These 
were James Newell, his two sisters Dorothy 

Cove, immediately W of Lucky Bay, is of no use 
as an anchorage’.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Ten days after the wrecking, the party sailed 
Mountaineer’s whale-boat to Middle Island 
where it was known a party of sealers were 
established. The 50-mile voyage took three 
days, and on arrival they found the notorious 
sealer John ‘Black Jack’ Anderson and his 

Mountaineer (1832–1835)

and Mary, Mary’s husband Matthew Gill, and 
Mr Church-Owens.

THE LOSS
The Mountaineer departed Albany on 14 March 
and sailed eastwards to continue sealing. On 22 
March the cutter anchored in Thistle Cove, and 
two days later it went ashore in a gale and was 
wrecked, everybody on board reaching shore 
safely. The Admiralty Pilot (Vol. I, 1973: 43) is 
very succinct in condemning the cove: ‘Thistle 
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workers. Some three weeks later a party of 
six people, some of them from Mountaineer 
and some from Anderson’s crew of sealers, 
left Middle Island in Mountaineer’s whale-boat 
to sail to King George Sound. There appears 
to be no record of whether they ever arrived. 
One of the people from the Mountaineer, James 
Newell, and another youth already on Middle 
Island, James Manning, were subsequently set 
ashore by Anderson on the mainland to walk to 
Albany. The distance was close to 600 km, and 
the two young men were given no provisions. 
They arrived in Albany six weeks later on 9 
August in a very poor state of heath. They had 
been given assistance by Aborigines during 
the last two days of their arduous journey, and 
this probably saved their lives. The Resident 
Magistrate at Albany, Sir Richard Spencer, 
wrote to the Colonial Secretary on 10 August 
1835:

I have the honour to acquaint you for the information 
of His Excellency that two English lads (James Newell 
and James Manning) reached the settlement yesterday, 
who were landed on the Main Land, opposite Middle 
Island, on the 23rd June last, they are reduced almost 
to skeletons and have nearly lost their voice. I am 
delighted to add that the moment the natives (the White 

Cockatoo, Murray and Hill men Tribes) fell in with 
them, that they nursed, fed, and almost carried them 
to Mr. John Cheyne’s at Henty. I have requested Mr. 
A.C.G. Browne to issue a small portion of flour to each 
native and a duck frock each, to two, who were most 
active and kind to them on the journey, also to issue 
one week’s rations to the two men, and a duck frock 
to each of them. The Gentlemen in the settlement have 
been very liberal in subscribing to buy the poor fellows 
blankets and cloaths [sic], also a bag of rice, and 
sugar, to give all the natives a supper. When the men 
are sufficiently recovered I shall take their Declarations 
of what has happened to them and enclose it with this 
(quoted in Rintoul, 1967: 12-13).

James Newell stayed on in Albany, earning 
his living by fishing. A small inlet to the east of 
The Blowholes is still locally known as ‘Jimmy 
Newell’s Harbour’.
ARCHAEOLOGICAL (4)
A clinker-built vessel the size of Mountaineer 
is very uncommon, and would provide 
interesting information to archaeologists on 
the construction methods used.
RARE (7)
See section 4 above.
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Rig Type: Dinghy
Hull: Wood
Length: 14.0 ft (4.27 m)
Port from: Esperance
Port to: Archipelago of the 

Recherche
Date lost: 13 March 1896
Location: Rossiter Bay
Chart Number: BA 3189 & BA 1059
Significance criteria: 3

THE VESSEL
Captain Hans Smidt, a well-known sailor of Port 
Adelaide, had led a party prospecting for gold 
on the coast and islands around Esperance. 
Smidt was about 60 years of age, married, and 
had spent 35 years sailing and trading along 
the south coast. Somewhere in the area he 
had located a gold bearing reef, and on the 
morning of Friday 13 March 1896 he sent 
seven bags of ore samples from Esperance 
to Adelaide. Smidt and his assistant, Henry 
Clay Manning, aged 25 years, (from Croydon, 
South Australia), then left in a small dinghy to 
return to their claim. The weather at the time 
was fine but a strong, squally wind arose after 
they had sailed.

The dinghy would have been clinker built, 
of fairly heavy construction, and quite different 
from modern light-weight dinghies of this 
length.

THE LOSS
The following night a young man named 
Hannett brought news to Esperance that two 

dead bodies were lying on the beach at Rossiter 
Bay. Corporal McAtee sent two of his constables 
to investigate, and they recovered the bodies 
of Smidt and Manning about 400 m apart. The 
dinghy was located 400 m offshore, floating 
upside down over deep water. In capsizing the 
anchor had fallen out and held the boat in 
position. The oars, spars and sails had washed 
ashore, and were found close to Manning’s 
body.

INQUIRY
The verdict of the subsequent inquest at 
Esperance on the deaths of the two men was 
one of accidental drowning. It was surmised 
that the boat had capsized and the two men, 
both being good swimmers, tried to swim 
ashore. They became exhausted in the surf, 
which there extends some 200 m out from the 
shore, and drowned. Both men were buried 
at Esperance on 15 March, the service being 
conducted by the Anglican minister, Reverend 
Barton. A headstone and railing were placed 
on their graves by the townspeople. The 
newspapers reported that the majority of the 
mourners were from South Australia.

INITIAL SALVAGE
It is not known whether the dinghy was 
salvaged, but as it was floating and anchored it 
is likely that it and the material washed ashore 
were recovered.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Mrs Symes of the Pier Hotel had warned 
Captain Smidt of the sailors’ old superstition 
about sailing on a Friday. Smidt’s reply was that 
he ‘was never born to be drowned’.

There were close ties between several of 
the small settlements along the south coast 
of Western Australia and Adelaide, which was 
often seen as the most relevant city.
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Unnamed dinghy (Rossiter Bay 1896)
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Official Number: 83703
Port of Building: Berry’s Bay, NSW
Year built: 1878
Port of Registration: Sydney
Rig Type: Cutter
Hull: Wood
Length: 38 ft (11.58 m)
Breadth: 8.1 ft (2.47 m)
Depth: 7.8 ft (2.38 m)
Tonnage: 15
Date lost: 24 December 1915
Location: Ferguson Reefs, 

Archipelago of the 
Recherche

Chart Number: BA 3189 & BA 1059
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1

THE VESSEL
The Guinevere was built by William Langford in 
Berry’s Bay, North Sydney. The cutter was not 
registered until 1882 at Sydney (No. 89/1882), 
when the owners were A.W. Monkton and 
R.F.L. Burton. By 1909 the sole owner was 
Monckton, and although Monckton was from 
Manawaru in New Zealand, the vessel was still 
registered at Sydney.

THE LOSS
The only references to this vessel are that it was 
lost on Ferguson Reefs.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
William Langford built 13 yachts between 1866 
and 1885, including Guinevere, at his boat-
building yard at Berry’s Bay.
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Figure 138.   
Guinevere was 
built at Berrys Bay 
on Sydney Harbour. 
Photo: Google.
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Port of Building: Drammen, Norway
Year built: 1864
Rig Type: Barque
Hull: Wood
Length: 115.5 ft (35.2 m)
Breadth: 24.8 ft (7.56 m)
Depth: 13.5 ft (4.12 m)
Tonnage: 293
Port from: Tjilitjap, Java
Port to: Melbourne
Date lost: 31 May 1880
Location: Alexander Point
Chart Number: BA 3189 & BA 1059
GPS position: Lat. 33º 54.6’ S
 Long. 122º 50.2’ E
Finders: Ronald Casey, Adrian 

Cooper, Barry Ford, 
Arthur Guest, Kevin 
Morgan, Murray 
Polkinghorne & Les 
Worth

Protection: Historic Shipwrecks Act 
1976

Significance criteria: 1 & 3

THE VESSEL
The Batoe Bassi had been built in Norway, but 
by 1880 was under Dutch registration, with 
(probably) Dutch officers and Indonesian crew. 
Even though referred to as ‘Malays’ at the time, 
this was a generic term used to describe seamen 
from many areas of South East Asia.

There are a number of different tonnages 
given for Batoe Bassi: Henderson (1988) states 293, 
the Inquirer (9 June 1880) quotes two different 

tonnages in the two articles in that edition – 
325 and 400. All these figures may be correct, 
depending on which ‘tonnage’ the writers were 
basing their figures. The vessel has also been 
referred to as a barque (Henderson, 1988) and as 
a brig (West Australian, 29 June 1880: 3b).

On 30 April 1880 Batoe Bassi had sailed 
from Tjilitjap in Java for Melbourne. The 
barque was under the command of Captain 
B.H. Buir, with a crew of A. Brinkmann first 
mate, A.J. Fischer second mate, and 20 Malays. 
Also on board were three women, wives 
of three of the Malay crewmen. The cargo 
consisted of 300 tons of sugar, 3 000 coconuts, 
some rice and spirits.

On 14 May when about 700 nautical miles 
west of Carnarvon Batoe Bassi was struck by a 
heavy gale. With seas breaking over the deck it 
was found necessary to work the pumps every 
two hours to keep the water from rising in the 
hold. Another gale struck the vessel on 22 May, 
and the crew had to man the pumps hourly. 
This gale ‘continued without abatement until 
noon of the 25th May, when the wind further 
increased, and the pumps had to be kept going 
constantly’ (West Australian, 29 June 1880: 2c). 
The crew became exhausted from constant 
labour at the pumps, and at 9.00 p.m. one died. 
The seas continued breaking over the vessel, 
and the taffrail was washed away. At noon on 
28 May the sailors came aft, complaining that 
they could not pump any more. Six of them 
were incapacitated by cold and rheumatism, 
while the leak and the gale were still increasing. 
By this time the barque was over 190 miles 

south of Esperance at latitude 37.04º S and 
longitude 122.03º E. Captain Buir consulted 
with his officers and decided to bear away for 
the nearest land, to find an anchorage and 
assistance. The Batoe Bassi sailed north by west 
towards the coast.

THE LOSS
Captain Buir gave a detailed explanation of the 
disaster to a Perth newspaper, part of which is 
given here:

Lat.35.08 S.; Long. 121.27 E. (by dead reckoning): 
On the 29th, at 2 p.m. made land, and laid to, until 
4 a.m., on the 30th, when we again ran for the land. 
More of the crew, at this time, fell sick. The weather 
moderated, but the sea was running high, and the 
ship was sinking, the crew being unable to keep the 
leak down. With much difficulty managed to navigate 
the ship between the islands, and at 5 p.m. anchored 
under Inshore Island, in four fathoms of water (West 
Australian, 29 June 1880: 2c).

The captain and mate went ashore to get 
assistance, but there was none available so 
they returned to the vessel. Another crewman 
died, and the rest were too sick to pump. 
The following day (31 May 1880) there was 
1.7 m of water in the hold ‘and no assistance 
procurable, slipped her anchor and ran her 
on the beach, in hopes of saving part of the 
cargo, and possibly the ship’ (West Australian, 
29 June 1880: 2c). The vessel grounded in 13 
feet (4 m) of water. The crew were landed, and 
some provisions taken ashore together with two 
sails to make a shelter.

Batoe Bassi (1864–1880)
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At 4.00 p.m. an employee of the Overland 
Telegraph Line came across them and informed 
the captain that the nearest place where 
assistance could be procured was Albany. He 
also told them that there was a telegraph station 
some 70 miles away at Esperance Bay. The 
mate, Brinkman, was immediately sent there 
to telegraph to Albany for assistance.

The following three days (1, 2 & 3 June) 
the wind blew strongly from the south, causing 
heavy surf. According to the statement by 
Captain Buir published in the West Australian 
of 29 June, the mate returned from Esperance 
on 4 June with the news that the Western 
Australian Government was sending the Agnes 
(see entry) from Albany to provide assistance 
to the survivors. A telegraph operator with a 
field instrument arrived on the same day to 
enable Captain Buir himself to communicate 
with the government.

There is a report in another newspaper, the 
West Australian of 4 June, which gives a slightly 
different slant on the reason for sending the 
telegraph operator to the wreck site. When 
first approached with a request to go to the 
aid of the stricken Batoe Bassi the owner of the 
schooner Agnes, Fred Douglas, was willing but 
only if paid £100. Batoe Bassi’s mate was not 
prepared to take it upon himself to accept the 
conditions without reference to his captain. 
It was to avoid any unnecessary delay in 
communication between Captain Buir, Batoe 
Bassi’s consignees in Melbourne, and the owner 
of Agnes, that the Government had a telegraph 
assistant and field instrument from Esperance 

sent to the scene of the wreck.
It was not until 6 June that the weather 

moderated sufficiently for some of the crew to 
board Batoe Bassi again. Sails were taken from the 
sail locker, as well as more provisions and crew’s 
clothing. These and the sails from the yards 
were loaded into the longboat. This, however, 
capsized in the surf and most of its cargo was lost, 
the little that was saved being ‘much damaged’. 
Meanwhile the barque was ‘working into the 
sand’. The Agnes arrived on 9 June, and the men 
brought from Albany by Douglas immediately 
set to work to strip Batoe Bassi and save all they 
could, the spars being landed on Inshore Island. 
The following day the wind blew hard from the 
south-east, the vessel fell over on its side and 
began to quickly break up. 

INITIAL SALVAGE
There appears to have been little salvaged 
from Batoe Bassi. A newspaper quoting its 
correspondent in Albany reported:

The schooner Agnes, which left here on the 5th inst., 
with a number of men to go to Taguer harbour, to the 
assistance of the Dutch brig Batoe Bassi, returned on 
the 18th instant, with the officers and crew of that ill-
fated vessel, which has become a total wreck, everything 
having been lost except her sails and part of her rigging 
(West Australian, 29 June 1880: 3b).

The above article is not quite correct as 
Constable Peirl, who sailed on Agnes to the 
wreck site, reported that he had secured six 
cases of gin and one of sherry, and that the 
luggage belonging to the crew had also been 

saved (Dickson, 2012: 107).
Thomas Sherratt’s schooner Walter & Mary 

was also involved in the salvage of some of the 
ship’s gear, as he had bought the wreck for £8 at 
an auction conducted by W.J. Gillam in Albany 
on 30 June 1880. The ship’s gear, including 
two complete sets of sails, ropes, chains and 
boats from the vessel had fetched very little at 
the auction.

SITE LOCATION
The wreck of the Batoe Bassi lies 300 m east 
of Alexander Point, and about 45 m from 
the shore. The area is subject to considerable 
movement of sand around the wreck, due to 
wave and current action.

Note: Two contemporary newspaper reports 
place the wreck at Taguer Harbour. The Inquirer 
and Commercial News of 18 February 1880 quotes 
the Government Gazette’s description of this 
harbour:

Taguer Harbour – The coast from Duke of Orleans 
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Bay trends about east 17 miles to Taguer harbour, 
with several islands and sunken reefs between; tolerably 
close in shore appears to be the clearest passage, and 
anchorages can be obtained should the wind fail. 
Taguer harbour is formed by a high bluff extending in 
a southerly direction about one mile. The anchorage is 
on the east side of this bluff in 6 fathoms, white sand, 
with the extremes of the bluff bearing S.S.E.

A contemporary Perth newspaper reporting 
the loss of Batoe Bassi at Taguer Harbour 
described this as ‘a small boat inlet used by 
Mr Campbell Taylor for shipping his wool and 
stores’ (Inquirer, 9 June 1880: 3b).

British Admiralty chart 1059 shows a Tagon 
Bay to be 17 miles east of Duke of Orleans 
Bay, sheltered on its western side by a high 
point of land projecting southwards. This 
was presumably originally named Taguer Bay. 
However, as the wreck of the Batoe Bassi has 
been found some seven miles west of this bay, 
in 1880 there must have been some confusion 
in the description of the location of the wreck.

SITE DESCRIPTION
The wreck of the Batoe Bassi lies in shallow 
water on a sandy bottom. The wreck, which 
projects in parts above the sea bed some 1-1.5 
m, is approximately 47 m long and 7.6 m wide. 
The keel is on an axis of 98º, starboard side 
towards the beach, and bow pointing slightly 
shorewards. There is a slight list to starboard. 
The lower section of the hull remains in situ 
with planking frames and ceiling, bronze 
fastened. The timber is in good condition due 
to the protection of the anaerobic sediment 

only 20 cm below the sea bottom. There is 
some wire standing rigging, parcelled, served 
and coated with tar, with wooden deadeyes still 
attached. Reports state that more rigging lies 
buried in sand on the beach.

There are two heaps of anchor chain near 
the bow, and a small wooden capstan. A wreck 
inspection in 1969 by Harry Bingham of the 
Western Australian Museum also found part 
of the deck with some ringbolts still in place. 
There were also the remains of part of the cargo 
of coconuts, still in woven baskets.

An anchor previously found 10 m seaward of 
the bow, and standing vertically in the sand, was 
missing when the site was inspected in March 
1982 by staff from the Department of Maritime 
Archaeology, Western Australian Museum.

EXCAVATION AND ARTEFACTS
Two of the finders of the wreck of the Batoe 
Bassi recovered a variety of artefacts including 
two bronze spikes, two lengths of wire standing 
rigging, a deadeye, an iron belaying pin and 
some timber.

During a further wreck inspection in 
February 1992 by Dr Michael McCarthy of 
the Western Australian Museum samples of 
fastenings, timber and a ringbolt from the 
section of deck were recovered. The Esperance 
Museum is in possession of a white porcelain 
basin, a section of planking from Batoe Bassi and 
also a chair made by John Paul Brooks from 
timber salvaged from the wreck.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
Had the telegraph line between Albany and 
Adelaide not been completed, it is very possible 
that the lives of all on Batoe Bassi may have been 
lost at Alexander Point.
SOCIAL (3)
The two crewmen who died were named 
Patar and Bhidoot. The one who died at sea 
was probably buried at sea, but the other was 
probably buried close to where the barque was 
wrecked.

Also on board Agnes when it left Albany, 
besides the salvage crew, was Constable Peirl 
who came ‘to protect the Customs’ (Inquirer, 
9 June 1880: 3b).
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Port of Building: Yarmouth, UK
Year built: 1819
Port of Registration: Yarmouth, UK
Rig Type: Brig
Hull: Wood
Tonnage: 159
Port from: Sydney
Port to: Sydney
Date lost: 19 July 1824
Location: Goose Island Bay, 

Middle Island
Chart Number: AUS 119, BA 3189 & BA 

3221
GPS position: Lat. 34º 05.405’ S
 Long. 123º 12.619’ E
Finders: Graeme Henderson
Protection: Maritime Archaeology Act 

1973
Significance criteria: 1, 3 & 4

THE VESSEL
The Belinda was built at Yarmouth with one 
deck, copper fastened and with iron knees. No 
dimensions apart from the tonnage are known, 
but it was stated as having a draught of 13 ft 
(3.96 m) when fully loaded. It was owned by J. 
Lee, and was under the command of Captain 
Thomas Coverdale with a crew of 25. The brig 
was armed with two guns. The Belinda had 
arrived at Hobart on 12 November 1823 after a 
disastrous voyage from England, during which 
it suffered a considerable amount of damage. 
Both masts were lost, the galley and boats 
swept away by boarding seas, and two seamen 
and a boy were drowned. Fortunately the cook 

who had gone overboard when the galley was 
washed away had been saved. The subsequent 
repairs at Hobart took three months, after 
which Belinda sailed to Sydney.

On 17 May 1824 under the command of 
Thomas Coverdale and with John Hassell as 
mate, Belinda departed for the south coast of 
Western Australia to hunt seals.

THE LOSS
The exact circumstances of the wrecking of 
Belinda in Goose Island Bay are not known. 
The newspaper reported:

We are sorry to announce the loss of the brig Belinda, 
Captain Coverdale, which vessel sailed from hence 
for the seal fishery, in Bass’s Streights [sic], on the 
17th May last. On the 18th of July last this fine brig 
was unfortunately stranded on Middle Island, one of 
the archipelago of Recherche to the Westward of New 
Holland. Providentially the captain, officers, supercargo, 
and crew, were saved – with a poor supply of provisions 
or stores, the whole of which were nearly lost. Having 
preserved two of the boats, an attempt was made to reach 
Sydney from the wreck, but, after proceeding nearly 200 
miles, one of the boats swamped near the shore. They 
then came to the determination, as the denier resource, 
of making back to the place from whence they started, 
attended by the remaining boat. The Nereus being 
fortunately out sealing in that direction, fell in with our 
hapless countrymen, when reduced to the utmost distress 
in the absence of provisions, which was all consumed – 
having, for a long time, been existing on an allowance 
so scanty as scarcely to admit of prolongation of life – 
but a Gracious Providence has delivered them! (Sydney 
Gazette, 17 March 1825: 2d).

As reported the crew got safely ashore, and 
on 8 December were picked up by the brig 
Nereus (124 tons, Captain Thomas Swindells), 
also sealing along the south coast, and taken to 
Sydney. They arrived in Sydney in early March 
1825, Nereus having collected 3 500 seal skins 
at Kangaroo Island on the voyage eastwards. 
On 15 March 1825 Captain Swindells wrote to 
the Colonial Secretary, Frederick Goulburn, 
in Sydney:

I beg leave to acquaint you that on the 8th of December 
last at Middle Island on the South West Coast of New 
Holland I took off Twenty Six British Subjects being the 
late Crew of the Brig Belinda, Thos. Coverdale Master 
– which Brig was totally wrecked on the said Island 
– and I enclose you a Certificate of having Victualled 
and brought the said Crew to Sydney – and request that 
you will be pleased to direct the usual remuneration to 
be paid for such Service.

On 12 April the Colonial Secretary 
authorised the payment after requesting and 
receiving a ‘nominal return’ of the crew on 
board Nereus, together with their dates of 
joining and discharge from the vessel.

Four weeks after landing in Sydney, Captain 
Coverdale boarded the Hope, which sailed on 
29 March for England.

INITIAL SALVAGE
The following year the schooner Liberty (40 
tons, Captain Young) returned to Sydney from 
a sealing expedition with 1 500 fur seal skins 
and two tons of salt. It also had on board some 
copper, iron and two of the anchors all salvaged 

Belinda (1819–1824)
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from the wreck of the Belinda. The anchors 
were subsequently sold at auction. The salt had 
probably been obtained from the salt lake on 
Middle Island for use in preserving the skins.

In 1989 small traces of what had been 
moulten lead were noted during a wreck 
inspection by staff of the Department of 
Maritime Archaeology, Western Australian 
Museum. It was considered that Liberty’s crew 
may have partly burnt the hull of the wreck 
in an attempt to salvage some of the metal 
fastenings.

SITE LOCATION
The wreck of the Belinda was discovered by 
Graeme Henderson during that Museum 
expedition. The wreck lies at the eastern end 
of the sandy beach on the north side of Middle 
Island, some 30 m from the shore in 3–4 m of 
water on a sand bottom.

SITE DESCRIPTION
In 1989, a 12 m by 6 m section of part of one 
side of the hull was visible lying in 3 m of water, 
with the lower section coppered and the upper 
hull covered with sacrificial pine boards. The 
position of the timbers shows that the wreck 
had come to rest with the keel shoreward and 
the deck facing the sea.

A further wreck inspection in 2001 by 
maritime archaeologists from the Museum 
found no indications of any timber remains of 
Belinda, but two concretions were noted. It was 
considered that the timbers had been covered 
by sand, a condition that appears to happen 
frequently at this site.

EXCAVATION AND ARTEFACTS
During the first Museum expedition a number 
of artefacts were collected from the wreck, 
including copper pennies, musket balls, 
cannon balls, copper sheathing, timber 
samples, rigging fragments including rope and 
pulleys, clay pipes, shoes, buttons, glass bottles 
and various other items.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The wreck of the Belinda is the sole representative 
of the sealing industry so far found in Australia, 
and pre-dates European settlement in Western 
Australia.
SOCIAL (3)
Prior to being wrecked on Middle Island it 
appears that Belinda dropped a man named 
Newman off on Flat Rock, near King Island 

in Bass Strait, in order for him to go sealing 
there. It was common practice for a sealing 
vessel to leave men and boats at various places 
on the coast and islands to go seal hunting. 
The sealer would then collect the men and the 
skins some weeks or months later. However, 
having been wrecked, Belinda did not return 
to collect Newman:

The master of the William and Ann was three days 
lashed to the Flat Rock, at King’s Island, with nothing 
whatever to eat or drink, his boat dashed to pieces, 
300 skins swept from the rock that he was bound 
to, and the sea at the same time, making a complete 
breach over him. On this rock he found the skeleton 
of a man named Newman, who had been left there 
by the Belinda brig, and had been actually starved 
to death. This man had collected between 4 and 500 
skins; and, it is supposed that, previous to his death, 
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he had set fire to them in order to attract the attention 
of the gang on King’s Island, as burnt fragments of 
the skins were found on the rock (Sydney Gazette, 3 
March 1825: 4b).

Belinda Bay and Belinda Point are locally 
known features on Middle Island, though not 
officially recognised on charts or in the Pilot.
ARCHAEOLOGICAL (4)
The hull timbers and the artefacts remaining 
within Belinda’s hull are in relatively good 
condition, and the site has unique potential 
to provide archaeological evidence regarding 
the early sealing industry.
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Official Number: 43142
Port of Building: Footscray, Victoria
Year built: 1864
Port of Registration: Port Adelaide
Rig Type: Topsail schooner
Hull: Wood
Length: 75.4 ft (23.0 m)
Breadth: 19.5 ft (5.94 m)
Depth: 8.6 ft (2.62 m)
Tonnage: 77.6
Port from: Adelaide
Port to: Esperance
Date stranded: 9 December 1900
Location: Goose Island Bay, 

Middle Island
Chart Number: AUS 119, BA 3189 & BA 

3221
Significance criteria: 1 & 3

THE VESSEL
The Eclipse was owned by the Estate of the late 
Captain E. Arnold. Two members of his family, 
R. and J.W. Arnold, are also listed as owners 
(presumably they were acting as executors), 
and the vessel’s agents in Adelaide were A. & 
E. LeMessurier.

The Eclipse departed Adelaide for Esperance 
on 29 November 1900, under the command 
of Captain R.T. Wheaton with a crew of five. 
On board was a mixed cargo consisting of 
groceries, beer, tobacco, fruit, grain, salt, coal, 
chaff, general merchandise and eight pigs. The 
approximately 100 tons of cargo was principally 
for Dempster Bros at Esperance, and was 
insured for £1 350. The schooner itself was 

insured for £400 with the National Insurance 
Company of New Zealand.

THE STRANDING
The Eclipse met with heavy weather so Captain 
Wheaton decided to take shelter in Goose 
Island Bay in the lee of Middle Island. On 
the night of 9 December the anchor cable 
parted and the schooner was driven onto a 
reef, suffering serious damage. The Adelaide 
agents received a message from Captain J.W. 
Combe of the survey vessel HMS Penguin, 
carrying out a survey in the vicinity, which 
read:

The master of the Eclipse, schooner, desires me to 
inform you that vessel went on rocks on 9th inst., and 
is seriously damaged. She is now beached in a safe 
position on Middle Island, full of water, and cargo 
is being salved… (South Australian Register, 17 
December 1900: 4f).

INQUIRY
In late December 1900 a Court of Inquiry into 
the stranding of Eclipse was held at Esperance 
before the subcollector of customs, J.M. 
Dickson, and the resident magistrate, Dr 
Farmer. After hearing evidence from all of the 
crew the court exonerated Captain Wheaton 
from all blame.

INITIAL SALVAGE
One of the Penguin’s launches was used to 
pull Eclipse off the reef. As the schooner had 
a hole 4 ft (1.22 m) wide in the bottom of 

the hull and was almost full of water, Captain 
Wheaton beached it on Middle Island. Most 
of the cargo was damaged, however some 40 
tons was discharged on to the island. Wheaton 
subsequently sent a telegram to the agents 
in Adelaide stating that he would make for 
Esperance, presumably after making some 
temporary repairs and pumping out the 
vessel. He also requested that a shipwright be 
sent there to carry out repairs. A shipwright 
left Adelaide on 21 December on board the 
steamer Marloo for Albany, and from there 
went back to Esperance. The Eclipse reached 
Esperance at 5.00 p.m. on 23 December, a 
fortnight after going aground. More substantial 
(although still only temporary) repairs were 
then carried out, and it left Esperance in ballast 
for Adelaide at daylight on 10 January 1901.

The steamer Rob Roy took the 40 tons 
of cargo discharged on to Middle Island 
from Eclipse to Adelaide. The remainder was 
auctioned at Esperance on 3 January 1901 
and realised £390. A considerable quantity of 
the more perishable items such as tea, wheat, 
pollard and wax vestas, was ‘detained by the 
subcollector of Customs, on the grounds of 
being unfit for consumption or use’ (West 
Australian, 10 January 1901: 5a). The value of 
the damage to the cargo was stated to be £1 200, 
and to the schooner £600.

The Eclipse continued trading along the 
coast until 1929 when it was wrecked on Wolff 
Reef in Spencer Gulf.

Eclipse (1864–1900)
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STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Eclipse  was well -known to coastal 
communities along the southern coasts of 
Western and South Australia. The wool clip 
from Nullabor stations was often taken by 
Eclipse from Eucla to Adelaide for sale.

This schooner had brought the 100 cats 
mentioned in the section on Grace Darling 
(see entry) from Adelaide to Esperance in 
a desperate attempt to halt the westward 
movement of rabbits.
SOCIAL (3)
The chartering of Eclipse by the Dempster Bros 
was an annual occurrence, the return cargo 
customarily being ‘skins, etc’ (Advertiser, 17 
December 1900: 3g).
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Port of Building: Newcastle, UK
Year built: 1897
Port of Registration: Fremantle
Rig Type: Steamer, ketch-rigged
Hull: Steel
Length: 120.0 ft (36.6 m)
Breadth: 24.1 ft (7.35 m)
Depth: 11.4 ft (3.48 m)
Tonnage: 208.16 gross, 60 net, 205 

under deck
Engine: Triple expansion 

compound steam 
engine of 44 HP

Port from: Albany
Port to: Albany
Date lost: 27 June 1920
Location: Goose Island Bay, 

Middle Island
Chart Number: AUS 119, BA 3189 & BA 

3221
GPS position: Lat. 34º 05.463’ S
 Long. 123º 12.436’ E
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 1 & 3

THE VESSEL
The Penguin (not to be confused with the Royal 
Navy survey vessel HMS Penguin) was a ketch-
rigged steamer built by Palmers Shipbuilding 
and Iron Co. Ltd for the Government of 
Western Australia. Launched in March 1897, 
it had one deck and five bulkheads, and had 
been cemented. The engine, a triple expansion 
compound steam engine, had been built by the 

ship builder. The vessel was fitted with electric 
lights. It had a fore peak water ballast tank 
which held 45 tons. The steamer was used for 
survey work, rescue and salvage operations.

During World War I the Penguin had been 
used as a coastal patrol vessel under the name 
of HMAS Gannet, reverting to its previous name 
after the war. In 1920 Penguin had undergone a 
refit during which it was fitted with ‘an insulated 
fish room, in which the fish will be stored in 
ice and periodically conveyed to Albany for 
disposal’ (West Australian, 7 June 1920: 5a). It 
was then to carry out a fishing survey in waters 
of the Archipelago of the Recherche and the 
Great Australian Bight. The fish caught were 
to be sold in Albany and other nearby country 
towns, or taken to Perth if the catch proved too 
big for local sales. It was under the command 
of Captain T.S. Talbot with a crew of fifteen, 
and also on board was Captain Feltham, an 
experienced North Sea trawling master. The 
Penguin departed Fremantle on 5 June 1920 
for Albany, arriving in the early evening of 13 
June. The vessel then left on its exploratory 
survey of the seas off the south coast. It was 
insured for £6 000.

THE LOSS
A gale struck Penguin when it was some 90 miles 
offshore. As no headway could be made in the 
rough seas, Captain Talbot took the steamer 
in towards the mainland and dropped anchor. 
The wind was, however, found to be still too 
strong for safety so he decided to seek shelter 
in Goose Island Bay on Middle Island, some 

15 miles away. Here the ship anchored with 30 
fathoms (55 m) of chain out, only 1½ cables 
(274 m) from shore. The heavy rain and gale 
force winds continued, with a steadily falling 
barometer. About 4.30 p.m. on 27 June the 
wind changed direction and Penguin, with a 
full load of fish on board (including two tons 
of snapper) was blown onto a reef. One of the 
members of the crew related what happened 
next:

The one serviceable boat was launched, and two 
members of the crew got in and attempted to reach the 
shore, about 50 yards off, but they had to swim half-
way owing to her capsizing. The boat was on a line 
from the ship, and was pulled back, and some of the 
men got ashore in her. Some clothing was then sent off, 
but the first load was capsized. The mate came ashore 
with only his pyjama suit and his dog, and other men 
lost portion of their gear. At about 10 o’clock at night 
it got too rough for any more men or food to come off to 
the shore, and those who remained on the ship (about 
six) stayed there for the night in the driest places they 
could find. The ship’s stern was below water and her 
bows were up. The men on shore spent the night in a 
blizzard, unprotected except for wet blankets. About 
6 o’clock next morning we got a few more things off, 
and more of the crew came ashore (West Australian, 
17 July 1920: 6f).

The crew made a camp from a sail and 
set a watch on the hill to look out for any 
passing vessels. The State Ship Eucla was en 
route Eucla to Albany when at 11.30 p.m. on 
1 July a fire was seen on Middle Island. This 
was a fire the crew had set using kerosene 

Penguin (1897–1920)
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salvaged from the wreck. The Eucla anchored, 
and sent a boat ashore to investigate. It stood 
by all night, and the following morning an 
inspection of Penguin showed this to be lying 
with its bow on the edge of a reef at the Goose 
Island Bay anchorage, and with the stern badly 
holed and sunk. It was obvious that nothing 
could be done to salvage Penguin, so the crew 
(with the exception of the mate, a fireman and 
a seaman who were left to guard the wreck) 
and their personal belongings were taken on 
board Eucla, which sailed for Albany where it 
arrived later that day.

INQUIRY
A Court of Inquiry into the loss of Penguin was 
held in Perth. On 19 July 1920 Captain Frank 
Winzar, the chief harbour-master, stated:

In my opinion no blame is attachable to the engine-room 
staff, but the master – Captain T.S. Talbot – committed 
an error of judgement in anchoring so close to the 
shore, and not giving more consideration to the weather 
conditions and falling barometer. I recommend however, 
that no further action be taken under the Navigation 
Act 1904 (West Australian, 19 August 1920: 7b).

INITIAL SALVAGE
The Government claimed from the underwriters 
and were paid the £6 000 sum insured for the 
loss of Penguin. The State then purchased 
the wreck for £1 000 and sent a salvage crew, 
including divers, to the wreck on the State 
Ship Eucla. It made a number of voyages to 
the site to collect salvaged material, including 

the trawling gear which was retained by the 
Fisheries Department for possible future use. 
The other salvaged gear was expected to sell 
for £2 000.

Further work on the wreck was considered 
to be unprofitable so the Government called 
for tenders to purchase the wreck of the 
Penguin. The highest tender of £50 was not 
accepted, and the wreck was put up for auction. 
This was even worse as the highest bid was only 
£1, so private negotiations were commenced.

The partnership of S. Richards and J. 
Mackenzie paid the government £20 for 

the salvage rights to the wrecked Penguin. 
Commencing in October 1921, they were left 
on Middle Island with supplies sufficient for 
six weeks. However, it was some twelve weeks 
before they were finally picked up, having 
lived on sea birds, wallabies and fish after their 
food ran out. In January 1922 their work was 
completed, and the material they had salvaged 
was picked up from Middle Island. What then 
remained at the site was most of the hull and 
some engine parts.
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SITE LOCATION
The top of the boiler and a section of the hull 
(probably part of the bow) project above sea 
level close to the shore, and provide the best 
indication of the site of the wreck of Penguin.

EXCAVATION AND ARTEFACTS
Two portholes from the wreck of Penguin and 
one of its anchors raised in 1972 are on display 
at the Esperance Museum.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
Before it was wrecked, Penguin was involved in 
the rescue of survivors from several shipwrecks. 
These included City of York and Orizaba close to 
Fremantle. In the same area Penguin also found 
the wreck of the Carlisle Castle, but there were 
no survivors from this disaster.
SOCIAL (3)
The loss of Penguin and its equipment was 
not a financial disaster to the Government, 
as the vessel was 23 years old and full 
insurance payment was made, followed by 
a series of transactions which brought in 
further money.
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Official Number: 75289
Port of Building: Fremantle
Year built: 1876
Port of Registration: Fremantle
Rig Type: Steamer
Hull: Wood
Length: 77.58 ft (23.65 m)
Breadth: 17.67 ft (5.39 m)
Depth: 7.17 ft (2.19 m)
Tonnage: 66 gross, 52.46 net
Engine: Steam 20 HP
Port from: Melbourne
Port to: Fremantle
Date lost: September 1878
Location: Possibly Pollock Reef
Chart Number: BA 1059 & BA 3189
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 3, 4 & 8

THE VESSEL
The Start was built at Fremantle by James Storey, 
and was jointly owned by William Edward 
Marmion, William Dalgety Moore and Storey. It 
had an oval stern and was powered by a 20 HP 
engine manufactured by Patterson & Atkinson 
of Newcastle-on-Tyne.

The Start under the command of Captain 
Allen left Melbourne for Fremantle on 20 
August 1878, and on 29 November a Perth 
newspaper reported:

Fears are entertained for the safety of the small screw 
steamer Start, belonging to Messrs W.D. Moore and 
others, which left Melbourne for Fremantle as far back 
as the 20th August last. She was, when out about a 
fortnight, spoken by the Cleopatra on her passage from 
Melbourne, and the master, Captain Allen, reported 
the machinery had broken down and that he would 
have to make the remainder of the voyage under sail. 
Nothing has been seen or heard of her since (WA Times, 
29 November 1878: 2c).

THE LOSS
Some seven months after sailing from 
Melbourne the newspaper reported that ‘the 
stern plate of a boat, and an oar, both branded 
Start’ (WA Times, 18 March 1879: 2d) had been 
discovered on the beach at Israelite Bay a few 
days earlier. The items had evidently been 
found by Scott, the assistant telegraph operator 
at Israelite Bay.

The following day another newspaper 
confirmed the finding under the heading ‘Loss 
of the Start’:

This unfortunate little steamer, of whose probable fate 
so much has been conjecture, there is now but little 
doubt has foundered. Mr Scott, the Assistant Telegraph 
Operator at Israelite Bay, while traversing the coast line 
on Friday last, came across an oar branded ‘Start,’ 
and a vessel’s sternpost bearing the same name. This 
is undoubtedly a portion of the vessel, which was last 
spoken by the Cleopatra on her way to this colony 
from Melbourne. The Pollock Reef is between fifty and 
sixty miles off Israelite Bay, where it is probable that the 
unfortunate craft met her sad fate, and Captain Allen 

and his crew came to their untimely doom (Inquirer, 
19 March 1879: 3c).

The Start was probably wrecked on Pollock 
Reef, but there is no direct evidence for this.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Captain Allen is named, but his crew who were 
also lost when Start disappeared are not even 
named in contemporary newspapers.
ARCHAEOLOGICAL (4)
When found the wreck of the Start has the 
potential to yield valuable archaeological 
evidence. It was built in Fremantle in 1876, and 
was carrying a full cargo when lost. There has 
been no salvage.
REPRESENTATIVE (8) 
The Start is representative of the small steamers 
that worked the south coast of Australia during 
the last half of the 19th century.
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Official Number: 79508
Port of Building: Liverpool
Year built: 1878
Port of Registration: Sydney
Rig Type: Steamer, schooner-

rigged
Hull: Iron
Length: 239.8 ft (73.1 m)
Breadth: 30.2 ft (9.2 m)
Depth: 14.1 ft (4.3 m)
Tonnage: 1 119 gross, 715 net, 

1 107 under deck
Engine: 2-cylinder compound 

steam engine of 150 HP
Port from: Adelaide
Port to: Geraldton
Date lost: 7 October 1894
Location: South East Isles
Chart Number: BA 1059 & BA 3189
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1, 3 & 4

THE VESSEL
The Rodondo was built at Liverpool by W.H. 
Potter & Co. and launched in December 1878. 
Powered by a two-cylinder compound steam 
engine manufactured by J. Jacks & Co., it had 
one deck, an awning deck, six bulkheads and 
three tiers of beams. After taking on passengers 
at Brisbane and Melbourne the steamer had 
departed Adelaide on 2 October 1894 under 

the command of Captain Henry Edward Hill, 
with a crew of 36 and 164 passengers, including 
four women and two children. The Rodondo was 
owned by W. Howard, Smith & Co., and this was 
its first voyage to Western Australia. The ship 
was to call at Albany, Fremantle and Geraldton.

Besides the passengers it carried general 
cargo, and a winding and pumping engine 
weighing seven tons as deck cargo. Made by 
Forwood, Down, & Co., this engine was the 
property of the Cue Victory Gold-Mining 
Company. It had been loaded at Adelaide for 
Geraldton, and was then to be transport onward 
to their mine at Cue. It was placed on the port 
side 16 ft (4.88 m) from the compass on the 
ship’s bridge. The gold mining company’s 
engineer, T.F. Marchant, was a passenger on 
board.

The ship was fully insured with Lloyd’s of 
London, and the cargo that had been loaded 
in Sydney was insured with the Sydney office of 
Lloyd’s for £720. The engine destined for the 
gold mine at Cue was also fully insured.

After leaving Adelaide on 2 October 
Rodondo rounded Cape Spencer, and Captain 
Hill took his departure from the Neptune 
Islands steering west by south, so should have 
cleared Pollock Reef by 36 miles. There was a 
known easterly variation of the compass, but 
it appeared that Captain Hill did not take this 
into account:

As a matter of fact his course after leaving South 
Neptune Island was direct for the reef. On one day he 
found he was 14 miles north of his course, and the next 
day 25 miles, and yet the only thing he did to avoid 

the danger of running into the islands and reefs he 
knew were ahead was to alter his course a half point 
south (West Australian, 2 November 1894: 3f–g).

There had been a heavy south to south-
westerly swell which tended to push the Rodondo 
northwards, and an overcast sky prevented 
sextant sights being taken to fix the ship’s 
position.

THE LOSS
Shortly before 2.00 a.m. on Sunday 7 October 
in smooth water Rodondo, with the second 
mate John Francis Le Maistre on watch, struck 
Pollock Reef. The ship was loaded in such a 
way that the bow was higher than the stern 
and it struck the reef about amidships. The 
captain ordered the engines stopped, and 
soundings in the aft wells showed that the ship 
was fast making water. All hands were ordered 
on deck and the boats got ready. In a very 
short time the water in the after hold was up 
to the ‘tween deck. There was panic among 
some of the passengers who then rushed for 
the lifeboats. This resulted in the collapse of 
the davits holding the starboard forward boat, 
pitching the occupants into the sea where, 
although 14 were saved, four were drowned. 
This boat was recovered, and the other boats 
were lowered safely.

The Rodondo had by this time carried on 
over the reef, and Captain Hill tried to make 
for the South East Isles intending to beach 
the vessel. However the steering gear failed 
and about 12 hours after striking, Rodondo 
foundered. It sank stern first, about two miles 

Rodondo (1878–1894)
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north-east of those islands. All the survivors 
were landed on Salisbury Island, one of the 
South East Isles (see note below), using seven 
lifeboats and two rafts. Most were poorly clad, 
many in night dress, and very cold and wet. One 
of the children, an infant, had been fastened to 
a lifebuoy and thrown to a seaman. He caught 
the lifebuoy but the infant fell into the sea. 
Although immediately rescued the child was in 
a ‘sickly condition’ as a result of the immersion.

A boat containing the chief officer Charles 
E. Halse, third officer Robert Coe, chief 
engineer Henry Wagner, second engineer A.A. 
Johnson, donkey-man R. Muir, able seamen 
J. MacIntyre, W.D. Leitch and F. Cooper, two 
stewards H. Mount and J. Charman, and two 
passengers Wallis and Edwards, then sailed 
towards Esperance to seek help. In the fresh 
north-easterly wind they reached the south-
west corner of Middle Island by 8.30 p.m. and, 
in order to check their chart, lit a kerosene 
flare using a lamp thrown into the boat at 
the last minute. The wind blew out the light 
almost immediately, but the brief flash was 
just sufficient to be glimpsed by Captain Fred 
Douglas on the schooner Grace Darling, en route 
Esperance to Israelite Bay. He investigated and 
took the crew of the boat on board and, towing 
it, sailed for the South East Isles, arriving there 
about midnight.

The Grace Darling hove to about three miles 
off the islands until dawn, when its dinghy 
and the boat from Rodondo were used to make 
contact with those on shore. However, the heavy 
seas prevented any landing and Grace Darling 

moved to the other side of the island. Here a 
second attempt to land was made at 9.00 a.m., 
but again without success until an hour and 
a quarter later when the first survivors were 
taken on board Grace Darling. By 12.15 p.m. all 
36 crew and 160 passengers had been rescued, 
though one of Rodondo’s lifeboats was wrecked. 
The survivors were landed at Point Malcolm, 
where they were cared for by the people at 
the sheep station belonging to Messrs Ponton 
Bros & Sharp.

Three of the passengers, Mrs Couston and 
her two daughters (one of whom was the infant 
mentioned above), were taken by Grace Darling 
to Israelite Bay where they were looked after by 
Mrs Ryan, the telegraph station-master’s wife. 

Note: The various newspapers refer to 
‘South East Island’ and the ‘South East Isles’. 
The South East Isles are a group of islands 
and reefs south-east of Esperance, of which 
only Salisbury and Cooper islands are of any 
substantial size. Captain Hill had intended to 
beach Rodondo on Salisbury Island, and it was 
on this island that the survivors landed. The 
newspapers reported that the island was one of 
the very few on the coast on which water is to 
be found. However, as it was also a rocky island 
with no beach, the task of taking off survivors in 
small boats was very hazardous. The Admiralty 
Pilot dated 1973 states that at that time the area 
had been only cursorily examined, apart from 
Salisbury Island. It also reports that Pollock 
Reef is often very difficult to see ‘beyond the 
distance of 1 mile owing to the break on the 
reef being very similar in appearance to the 

ordinary breaking waves in the vicinity’ (Pilot, 
Vol. I, 1973: 48).

INQUIRY
In Melbourne the Marine Board held a special 
meeting on 18 October to consider a report 
of the investigation made by their inspector, 
Captain Drury, into the loss of Rodondo. A 
finding was reached that both Captain Hill 
and the second mate, John Francis Le Maistre 
(sometimes written Lemaistre), be charged with 
gross misconduct in the navigation of the ship. 
A Court of Inquiry into the loss was therefore 
held at the Custom House, Melbourne, on 
22 October 1894. Captain Hill was charged 
with gross misconduct in the navigation of his 
vessel by not making sufficient allowance for a 
current which was shown on the chart, thereby 
wrecking the vessel and jeopardising the lives 
of all on board. It was pointed out that no 
apparent effort had been made to beach the 
ship or rig a jury rudder. He was found guilty 
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and had his master’s certificate suspended for 
12 months. He was also ordered to pay £20 
costs. However the court also recommended 
that he be granted a first officer’s certificate 
for the 12 month period. The second mate, Le 
Maistre, had the charge of misconduct against 
him dismissed.

INITIAL SALVAGE
Apart from some of the ship’s papers and 
chronometers, the rafts and lifeboats (excepting 
the one which was lost during an attempted 
launching from the island) nothing was saved 
from the Rodondo. The steamer Flinders departed 
Fremantle, calling in at Albany to take on food 
and clothing for the survivors which had been 
purchased by the Albany Resident Magistrate, 
R.C. Loftie. The passengers and crew of the 
wrecked ship were picked up from Point Malcolm 
by Flinders during the evening of 11 October. It 
left early the next morning for Adelaide.

There are a number of newspaper reports of 
money and other valuables being stolen from 
cabins during the confusion of the wrecking.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Rodondo had been re-directed from its 
usual run between Melbourne and Queensland 
ports as a result of the gold rush that was 
occurring in Western Australia. The increasing 
number of people heading west made Howard, 
Smith & Co. decide to divert the steamer, and 
this was its first voyage to Western Australia.

SOCIAL (3)
The four male passengers drowned in the 
wreck of the Rodondo were named Falls, Parry 
(or Perry), White and Wormwood. They had 
all boarded at Melbourne.

Captain Douglas and the crew of Grace 
Darling, particularly a young deckhand named 
Thomas Charles (or Clarence) Andrews, 
received a great deal of praise for efforts made 
in rescuing the survivors from the island. 
Andrews received special mention because of 
the competent way in which he had managed 
the boat he used in taking several loads of 
survivors from the island to the schooner.

Among the passengers on board Rodondo 
were five men from New Zealand. They 
survived the shipwreck and decided to return 
to New Zealand. However, three weeks later 
on 29 October 1894 the ship they were on, 
the steamer Wairarapa (1 023 tons) en route 
Sydney to Auckland, hit Great Barrier Island 
in the Hauraki Gulf. It sank with great loss of 
life, including the men off Rodondo.

Captain Douglas was subsequently fined £40 
for broaching the Grace Darling’s cargo, which 
he had done to feed and clothe the survivors. 
He was also fined £40 for late delivery of the 
mail he was carrying. These fines were only 
partially offset by a reward of £50 for his rescue 
of the crew and passengers from Rodondo.
ARCHAEOLOGICAL (4)
It should be noted by anyone diving on the 
wreck of Rodondo that among the general 
cargo on board was a bottle of quicksilver 
(mercury) to be off-loaded at Geraldton. This 

was probably part of the cargo destined for the 
gold mines at Cue, as mercury is used in the 
recovery of gold. There is no indication of the 
size of this bottle, but gold miners used large 
quantities in their processing of crushed gold-
bearing rock.
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Official Number: 31932
Port of Building: North West Bay, 

Tasmania
Year built: 1849
Port of Registration: Fremantle
Rig Type: Topsail schooner
Hull: Wood
Length: 84.0 ft (25.6m)
Breadth: 21.0 ft (6.4 m)
Depth: 9.0 ft (2.74 m)
Tonnage: 116 gross, 104.31 net
Port from: Israelite Bay
Port to: Middle Island
Date lost: 13 July 1876
Location: Bellinger Islands
Chart Number: BA 1059
GPS position: Lat. 33º 53.1995’ S
 Long. 123º 38.6195’ E
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 1 & 4

THE VESSEL
The Mary Ann was built by John Eason at North 
West Bay, Tasmania, for Charles Hartam. It had 
one deck, a scroll head and a square stern, 
and was registered in Hobart (No. 39/1849). 
In August 1852 it was sold to John Foster, also 
of Hobart, and re-registered at that port (No. 
44/1852). Sold to J. Valentine in August 1860, 
Mary Ann was once more registered at Hobart 
(No. 7/1860). In June 1866 Thomas Robertson 
of Williamstown, Victoria, purchased the 
schooner, then registered it at Melbourne (No. 
31/1866).

In March 1868 Mary Ann was bought by 
Captain James McLean Dempster on behalf 
of a partnership consisting of Thomas 
Courthope Gull, Samuel Barker and Charles 
Edward Broadhurst. The schooner was fitted 
out in Melbourne for the pearling and 
trepanning industries in the north-west of 
Western Australia. The registration however 
remained at Melbourne, with Barker shown 
as the owner. He had paid the purchase 
price for Mary Ann while the others had 
contributed £200 for equipment which 
included diving gear. In fact there was a 
certain amount of resentment among the 
partners, as it appears that Broadhurst only 
paid £150, which was not his full share. The 
partnership was dissolved on 6 September 
1870. Shortly after that Barker died, and 
his widow Julia Barker then became the 
registered owner. In November 1871 she 
made the registration over to Thomas Gull, 
and he sold Mary Ann to George Howlett on 
5 March 1872. Howlett then registered the 
schooner at Fremantle (No. 1/1872).

Howlett used Mary Ann in the Fremantle to 
Singapore trade, carrying sandalwood, mother-
of-pearl and tortoise shell north, returning 
south with sugar. During early 1872 he sent it 
to Rosemary Island on a whaling voyage in an 
attempt to pay off a debt. Howlett continued 
to find himself in financial difficulties, and the 
Crown Solicitor seized the schooner on 4 June 
1872. However, two days later Howlett managed 
to mortgage Mary Ann to John Connell, Charles 
Watson and William Hogath, all of Melbourne, 

for £2,000 at 10%. Two days after that, on 8 
June, the seizure was cancelled by the Crown 
Solicitor.

The mortgagees retained ownership of 
Mary Ann until in December 1874 they sold it 
for £405 to William Owston, master mariner, 
William Silas Pearse and George Pearse, all of 
Fremantle.

The Mary Ann was twice stranded, firstly in 
1869 in Flying Foam Passage, and later in July 
1871 at Champion Bay.

In 1876 the owners had chartered Mary 
Ann (under the command of John Christie) to 
William Miles to carry material for the overland 
telegraph line. A cargo of 1 258 telegraph poles, 
455 coils of wire, 59 cases of insulators and timber 
to be used in the construction of the telegraph 
station buildings was loaded at Bunbury. On 
board were a crew of six and six passengers, one 
of whom was James Fleming, the Superintendent 
of Telegraphs. After off-loading the cargo at 
Duke of Orleans Bay Mary Ann continued on to 
Israelite Bay, Point Culver and Scorpion Bight 
while Fleming searched for further suitable 
sites for telegraph stations. Having reached to 
within 140 miles of Eucla, Mary Ann began the 
return journey. Near the Bellinger Islands the 
cutter Tribune was sighted, and wishing to advise 
its captain of his findings, Fleming had Captain 
Christie anchor in Israelite Bay.

THE LOSS
After leaving Israelite Bay the following day, 
Wednesday 12 July 187, Captain Christie found 
that progress was very slow, so the following 

Mary Ann (1849–1876)
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afternoon he decided to anchor Mary Ann in 
the lee of the Bellinger Islands. During the 
evening the wind changed direction. This 
put the schooner on a lee shore, so Captain 
Christie prepared to leave. However after 
setting the topsails and heaving the anchor 
cable short, Mary Ann would not cant. The 
schooner began dragging its anchor, and, 
despite furling the sails and paying out 
more cable, it continued to drag. Efforts to 
kedge the vessel away from the shore were 
unsuccessful and, with a fresh north-easterly 
wind and heavy swell, Mary Ann dragged 
ashore becoming a total wreck. The crew and 
passengers all got safely ashore.

INITIAL SALVAGE
In getting ashore from the wreck of the Mary 
Ann, the crew and passengers managed to 
salvage most of their personal possessions. Also 
saved were the sails and spars, as reported by 
William Miles in a telegram to the owners:

Bremer Bay, 31st July, 1876. Mary Ann wrecked 
on the Bellinger Island on the 13th. All saved. Will 
reach Fremantle middle of August; sails, spars, 
and other things secure. W.W. Miles (quoted in 
South Australian Advertiser, 17 August 1876: 
Supplement 2a).

The Tribune, which had also been at anchor 
near the islands, took on board the survivors 
and all the salvaged gear.

SITE LOCATION
In April 1993 the Maritime Archaeology 
Department, Western Australian Museum, 

carried out a wreck inspection lead by Jeremy 
Green, with Ben Green, Peter Miles and 
Anthony Cusack. They found two areas of wreck 
material on the north-east side of the most 
westerly of the Bellinger Islands.

SITE DESCRIPTION
The wreck material from the Mary Ann lies 
in two different sites. Between 100 and 200 
m offshore in three metres of water is an area 
containing small artefacts, mainly copper alloy 
and bottle fragments. On the shore are some 

timber remains consisting mainly of frames. On 
the mainland beach opposite the island is a large 
mast which may be associated with this wreck.

There are two possibilities regarding the 
scattered material:

Either Mary Ann was wrecked in the 
shallows, subsequently partly salvaged, 
and what remained was then broken up 
in storms from the north and north-east, 
or it was wrecked between the eastern and 
northern ends of Bellinger Island and 
wreckage driven in large sections into the 
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bay, the remains so far discovered being 
only part of the vessel.

EXCAVATION AND ARTEFACTS
Samples of timber were taken from the wreck of the 
Mary Ann by the Museum team. On analysis these 
proved to be of Eucalyptus and Shorea (meranti) 
species. Neither was definitively identified, but 
the Eucalyptus probably indicates that, being 
Tasmanian built, part of the vessel was constructed 
of Tasmanian blue gum, a well-known ship building 
timber. Also retrieved were a fitting and a fragment 
of sheathing, both being of copper alloy.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Mary Ann was the first of many small coastal 
vessels to carry material to various places along 
the south coast of Western Australia for the 
construction of the overland telegraph line.

The loss of Mary Ann delayed construction 
of the line for a considerable period. Although 
the cargo had been off-loaded, a replacement 
vessel was not obtained for some time:

Fifty-four days had been lost for want of poles, equal to 
at least eighty miles of work. But for this delay – caused 
by the loss of the Mary Ann, the vessel conveying the 
poles – the Superintendent reports there is no doubt the 
poles would have been up to Eucla by Christmas, as 
calculated. Another vessel has been dispatched with the 
necessary timber to carry on the work, and every effort 
is being made to bring the undertaking to an early 
completion (West Australian Times, 24 November 
1876: 2b–c).

The 180 ton brig Wild Wave was another 
vessel owned by Howlett. In 1873 while he was 
on board Wild Wave it had been wrecked off 
the Monte Bello Islands. A message was got to 
Mary Ann then also working in the area, and it 
was able to rescue the 38 passengers and crew 
who had remained on the island.
ARCHAEOLOGICAL (4)
The wreck of the Mary Ann has the potential 
to provide valuable archaeological information 
on shipbuilding techniques used in mid-19th 
century Tasmania.
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Figure 147.  At 
the time the Mary 
Ann was wrecked 
William Silas Pearse 
was a joint owner. 
Photo: Fremantle 
City Library.
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Official Number: 93558
Port of Building: Balmain, NSW
Year built: 1885
Port of Registration: Sydney
Rig Type: Steamer
Hull: Iron
Length: 140.0 ft (42.7 m)
Breadth: 22.3 ft (6.8 m)
Depth: 13.2 ft (4.02 m)
Tonnage: 302 gross, 205 net, 292 

under deck
Engine: 2-cylinder compound 

steam engine of 45 NHP
Port from: Albany
Port to: Israelite Bay
Date stranded: 4 November 1895
Location: Point Malcolm
Chart Number: BA 1059
Significance criteria: 3 & 8

THE VESSEL
The Wyrallah was built by Mort’s Dock and 
Engineering Company Limited at Balmain, 
and was owned by the North Coast Steam 
Navigation Company Limited who later 
sold it to Gippsland Steamers Proprietary 
Limited. It had one deck. In 1895 it was 
making regular voyages in the coastal 
trade from Fremantle to Albany and all the 
small anchorages eastward to Eucla. On 
30 October 1895 under the command of 
Captain J. Sale Wyrallah departed Albany 
for Israelite Bay.

THE STRANDING
On Monday 4 November Wyrallah ‘went 
aground on a mud bank at Israelite Bay’ 
(West Australian, 9 November 1895: 6g). The 
position reported is not correct, as the ship 
went aground at Point Malcolm some 20 km 
south-south-west of that bay. A passenger, 
J. Lawrence, was taken ashore in the ship’s 
dinghy, where he borrowed a horse at Ponton 
Brothers station, and rode to Israelite Bay to 
report the stranding. He also delivered the mail 
which he had taken ashore with him.

INQUIRY
There are no reports in the newspapers of 
any inquiry, however one would have been 
undertaken. The outcome is not known.

INITIAL SALVAGE
The Wyrallah remained aground until the 
following day when a high tide enabled it to 
be floated free. It was not damaged, and so was 
able to return to Albany. It continued voyaging 
along the Australian coast until lost on 8 April 
1924 at Port Phillip Heads after a collision 
with The Adelaide Steamship Company’s 
2 667-ton steamer Dilkera. Five crewmen and 
one passenger lost their lives.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
Returning to Albany after the stranding at Point 
Malcolm Wyrallah carried two extra passengers:

H.Stanfield, charged with stealing £32 from a camp 
at peninsula, near the Norseman, has been remanded 
to the Albany sessions for trial. He left this morning 
by the Wyrallah, in charge of Constable O’Halloran 
(West Australian, 9 November 1895: 6g).

REPRESENTATIVE (8) 
The Wyrallah is representative of the small 
steamers that worked along the coast between 
Fremantle and the South Australian border in 
the late 19th century.
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Figure 148.   
Removing the 
canvas fore hatch 
cover on the 
Wyrallah before 
removing the 
hatches. Photo: 
Photoship.
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Official Number: 79328
Port of Building: Glasgow
Year built: 1880
Port of Registration: Adelaide
Rig Type: Steamer, schooner-

rigged
Hull: Iron
Length: 200 ft (61 m)
Breadth: 26.3 ft (8.02 m)
Depth: 11.7 ft (3.57 m)
Tonnage: 730 gross, 395 net, 703 

under deck
Engine: Two cylinder compound 

steam engine of 162 HP
Port from: Esperance
Port to: Israelite Bay
Date lost: 18 April 1902
Location: Point Malcolm
Chart Number: BA 1059
GPS position: Lat. 33º 46.6370’ S
 Long. 123º 44.6645’ E
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 1, 2, 3 & 8

THE VESSEL
The Franklin was built in Glasgow by D. and W. 
Henderson and Company for the Spencer’s 
Gulf Steamship Company, later to amalgamate 
with The Adelaide Steamship Company in 
December 1882. Launched in August of 1880, 
the vessel had one deck, an awning deck, seven 
bulkheads and was cemented. Although the 
1887–88 edition of Lloyd’s Register states the 
power of the engine as 162 HP, other references 

report it as 280 HP. It is possible that Franklin 
was fitted with a new engine at some time 
during its working life. In July 1893 Franklin 
struck an anchor in Townsville Harbour. The 
anchor pierced the ship’s bottom causing it 
to sink, but it was later raised and repaired. 
The ship had been thoroughly overhauled 
and fitted with a new boiler at Mort’s Dock, 
Sydney, only about twelve months before its 
loss at Point Malcolm.

Under the command of Captain Thomas 
West, with first mate John Syvert, second 
mate Robert Innes and a crew of 18, the ship 
departed Albany at 10.30 p.m. on 15 April 
for Israelite Bay via various small anchorages. 
On board were 20 tons of cargo and seven 
passengers – Mr and Mrs A. Byrne, Mr and 
Mrs W. Baird and infant, Mrs Smith and Mrs 
Walkington. These passengers must have 
disembarked at Esperance, as by the time 
Franklin called at Point Malcolm, the only two 
passengers on board were Smith and Hackett, 
telegraph operators on their way to Israelite 
Bay.

The Franklin’s draught was stated as being 
11 ft (3.35 m) forward and 11 ft 6 inches (3.5 
m) aft. The cargo was valued at £500.

THE LOSS
At 5.00 p.m. on Friday 18 April 1902, Franklin was 
heading slowly towards its normal anchorage at 
Point Malcolm when it lightly struck something. 
Although the contact was felt, little notice was 
taken at the time by the people on deck. The 
ship dropped anchor, and 30 fathoms (55 m) of 

cable was let go just as chief engineer Alexander 
Brodie emerged from the engine room and 
called that the ship was flooding. He reported 
that the water had put out the fire in the 
middle boiler, and then returned immediately 
to the engine room to draw the fires on the 
two outside boilers and open the valves in an 
endeavour to prevent an explosion. To do this 
he had to work in water up to his neck. The 
ship quickly sank onto a rocky bottom in 14 
feet (4.27 m) of water, having filled in just ten 
minutes. It was initially considered that the ship 
would be salvageable if the weather remained 
fair, but in a dangerous position in the event 
of rough weather.

INQUIRY
There were thought to be no projecting rocks 
in the area, and initial reports at the time 
indicated that Franklin most probably struck an 
old anchor, possibly one abandoned by an early 
whaler, ‘a number of which are scattered along 
the coast’ (Albany Advertiser, 22 April 1902: 
3g). This, it was surmised, started one or two 
of the hull plates. Clarrie Andrews, a crewman 
off the schooner Grace Darling, suggested that 
the anchor was one which had been lost off 
that vessel.

The Marine Board in Adelaide held an 
inquiry on 2 May 1902 into the loss of Franklin 
and found that:

…in approaching the anchorage at Port Malcolm, 
owing to the incomplete nature of the surveys, it 
would have been prudent to have shaped a course well 
outside of known dangers, and it would have been 

Franklin (1880–1902)
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advisable if the master had taken cross-bearings when 
rounding Point Malcolm to more accurately ascertain 
his position. The board further were of the opinion that 
the vessel struck a rock immediately after anchoring. 
There was no evidence that this danger was charted or 
known (Advertiser, 3 May 1902: 7).

INITIAL SALVAGE
The passengers, mails and the cargo (which 
had been only slightly damaged) were landed.

On the morning of Sunday 20 April the 
owners of Franklin, The Adelaide Steamship 
Company, despatched the steam tug Euro 
(Captain W.T. Wills) from Adelaide. On board 
were their marine superintendent, Captain 
Charles Dingle, a diver named W.J. McArthur, 
a carpenter and the necessary equipment 
to salvage the stranded steamer. On arrival 
they found Franklin to be lying on a hard, 
very uneven limestone bottom, with its bow 
pointing north-north-west. The ship had a 
list to seaward with 11 feet (3.5m) of water 
on the port side and 14 feet (4.3 m) on the 
starboard. Although No. 1 hold was dry, the 
other three holds and the engine room had 
water in them to the level of the sea outside. 
The ship was grinding on the rocks in the 
swell and had already buried its keel about a 
metre into the limestone. Two of the propeller 
blades had also dug into the sea bed, and as 
the ship rocked they caused the engine to 
work. The diver was sent down to ascertain 
where the damage had occurred. This proved 
to be an impossible task due to the sea being 
milky from the crushed limestone caused by 

the working of the stranded ship, and the fact 
that the bottom was buried in the rock. It was 
thought, however, that the leak was probably 
on the starboard side under a boiler, a position 
impossible to reach and repair.

The salvage team used a 10-inch pump to 
try and empty hold numbers 2 and 3, and also 
the stokehole which held 200 tons of coal. 
Rising seas caused Franklin to heel over more, 
and shift its position. The work became too 
dangerous and it was decided that the wreck 
should be abandoned for the time being. When 
the weather moderated slightly a day or so 
later, the crew again managed to get back on 
board. This enabled the engineers to remove 
the steam steering gear and their salvage pump.

An Albany newspaper reported:

The fate of the steamer Franklin, which stranded off 
Point Malcolm on Friday, April 18, has now been 
sealed. A wire received from Israelite Bay, dated April 
26, states: ‘The steamer Franklin has been abandoned 
as a total wreck.’ (Albany Advertiser, 26 April 1902: 
3a).

The Euro left to return to Adelaide on 26 
April bringing back from the wreck the crew of 
the Franklin as well as the salvaged steering gear, 
a large quantity of ship’s stores, two lifeboats 
and a dinghy.

The relatively new boiler was later removed 
from the wreck through a hole cut in the ship’s 
side. The holes in the boiler were plugged and 
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Figure 149.  The 
steamer Franklin. 
Note the headsail 
rolled and hoisted 
up the forestay, 
Thames barge style. 
Photo: McKenna 
Collection.
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it was ‘towed to Sheltered Bay, where it was to 
be lifted on board the steamer Herbert, bound 
for the east’ (Albany Advertiser, 31 December 
1902: 3b). However, it appears that Herbert did 
not pick it up, and it was eventually towed to 
Adelaide by the steamer Bullarra, as it was too 
heavy for that vessel to lift on board.

The Adelaide Steamship Company’s s.s. Bullarra, 
which left Fremantle on December 16, arrived at Port 
Adelaide on the 3rd inst., towing a 30-ton boiler that 
had been taken from the wrecked steamer Franklin at 
Point Malcolm (about 800 miles from Port Adelaide). 
The Adelaide S.S. Company’s diver (Mr. John Hughes), 
who carried out the difficult submarine part of the 
work of removing from the Franklin, returned to 
Fremantle by the steamer Marloo last week. He joined 
the Bullarra at Albany, and, with Captain Dingle, 
a marine superintendent, who had come from South 
Australia with two boiler-makers, a blacksmith, a 
striker, two riggers, and two carpenters, proceeded to 
the scene of the wreck, in order to remove the boiler (a 
new one), which, with its connections, weighed 35 
tons. To make it fit for the sea trip, 200 tubes had to 
be carefully stopped with wooden plugs, and two days 
were occupied in carrying this work through. The boiler 
was fitted with plank flanges, to prevent it revolving in 
the water; the furnace was built up, a deal of caulking 
was done, and a double-coating of canvas (well tarred) 
was placed over everything. Hawsers were then fixed 
so that the boiler would ‘yaw’ as little as possible, and 
the Bullarra then commenced her strange tow (Western 
Mail, 24 January 1903: 22c).

The boiler was later used in The Adelaide 
Steamship Company’s steamer Investigator.

At an auction conducted by J.H. Weidenhofer 
in Adelaide on 2 May 1902 the wreck of 
the Franklin was sold to H.W. Thompson of 
Adelaide for £17.10.0; the price included 
everything remaining on board.

SITE LOCATION
The wreck of the Franklin lies about one 
kilometre eastward of the track down to the 
beach at Point Malcolm, with a large part of 
the engine visible above sea level.

SITE DESCRIPTION
The wreck of the Franklin lies 500 m offshore on 
a stone and weed bottom, in 4–5 m of water. An 
inspection in January 1995 by the Department 
of Maritime Archaeology, Western Australian 
Museum, noted that part of the engine projects 
some two metres above sea level. The iron hull 
structure has largely fallen apart and lies flat on 
the bottom on a north-south axis. It is heavily 
overgrown with kelp. A further inspection in 
2013 noted that the propeller shaft, at least 
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Figure 150.  The 
upper part of the 
Franklin’s engine 
remains above sea 
level. Photo: Ross 
Anderson.
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one of the propeller blades and the rudder 
post remain, the latter showing signs where the 
steering gear had been cut away during initial 
salvage attempts.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
On 10 April 1899 the steamer La Serena was 
stranded at Adele Island in the Kimberley 
region of Western Australia. Declared a total 
constructive loss, the wreck was bought by The 
Adelaide Steamship Company Ltd in December 
and repaired sufficiently for it to be towed to 
Sydney for a complete refit. The vessel used 
to tow the wreck was Franklin, and the tow of 
5 500 km was the longest in Australian waters to 
that time. The repaired La Serena was re-named 
Moonta, and also became well known on the 
Western Australian coast.
TECHNICAL (2)
The two-cylinder compound steam engine and 
many of its associated fittings remain relatively 
intact, and therefore provide potential for 
study of late 19th-century steam engines. Part 
of the engine is always above water, and is easy 
to access.
SOCIAL (3)
When Franklin was wrecked, the Western Australian 
Government had a telegraph operator tap into the 
line at Point Malcolm so that communications 
with the crew could be maintained. An Adelaide 
newspaper reported that:

The West Australian Government earned the gratitude 
of all concerned by their courtesy in tapping the 
telegraph line, and keeping an operator at Point 

Malcolm for the convenience of the sailors (Advertiser, 
30 April 1902: 6).

REPRESENTATIVE (8) 
The Franklin is representative of the steamers 
that worked the coast of Western Australia 
about the turn of the century.
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Figure 151.   
Calmer weather 
enabled the salvage 
crew to remove the 
steam steering gear 
from the Franklin. 
Illustration: 
Graham (1921).
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Official Number: 60331
Port of Building: Glasgow, UK
Year built: 1867
Port of Registration: Adelaide
Rig Type: Steamer
Hull: Iron
Length: 148.2 ft (45.17 m) 

before refit; 168.2 ft 
(51.21 m) after refit

Breadth: 21.5 ft (6.55 m)
Depth: 15.1 ft (4.6 m)
Tonnage: 309 gross, 200 net 

before refit; 393 gross, 
231 net after refit

Engine: 2 cylinder compound 
steam engine of 54 HP

Port from: Eucla
Port to: Esperance
Date lost: 21 August 1900
Location: Israelite Bay
Chart Number: BA 1059
Significance criteria: 8

THE VESSEL
The Rob Roy was built by Thomas Wingate & 
Co., and the engine by D. & W. Henderson and 
Company, both of Glasgow. It had undergone 
a refit in November 1872, and in May 1883 had 
been sold to The Adelaide Steamship Company 
Limited. The steamer had recently been placed 
on the southern run due to the stranding of 
Yaralla (see entry). This latter had been sent to 
Queensland for docking and repair.

Surf boats were normally double-ended open 
boats used for landing cargo on beaches where 
no jetty or wharf existed. Based on whale-boat 

designs, they were up to 10 m in length and, 
as the name implies, very handy in rough surf 
conditions close to shore. The dinghy would 
have been a small clinker-built boat of about 4.5 
m length, mainly for use in harbour. Illustrations 
of Rob Roy show two boats in davits, what appears 
to be a large surf boat on the starboard side and 
a smaller boat on the port.

The Rob Roy, under the command of 
Captain Thomas West with a crew of 22 and 
24 passengers, left Albany on 17 August 1900, 
intending to call at all the small anchorages to 
the east as far as Eucla. It arrived at Israelite Bay 
at 1.50 p.m. four days later, having encountered 
a strong gale with winds varying from the north-
west to south-west for the whole passage.

THE LOSS
Departing Israelite Bay two hours later Rob Roy 
was again subject to this gale, and at 4.30 p.m. 
it was struck amidships by a particularly massive 
sea which carried away the port rail, the surf boat 
and dinghy. The Rob Roy continued to Eyre and 
Eucla, and arrived back in Albany on the night 
of 28 August. Captain West stated that the voyage 
had been ‘very bad’, but that he had been lucky 
in having a short break in the gale while at Mary 
Ann Haven. While there he had been able to 
discharge 80 tons of cargo for the Phillips River 
goldfield and pick up 11 passengers.

The steamers Bunninyong (Captain Leale) 
and Wollowra (Captain James Sim) were caught 
in the same constant westerly gales with blinding 
rain and mountainous seas. The former was hove 
to for 18 hours and lost 99 of the 161 sheep on 
board, as well as nine bullocks. Captain Sim 

described the gales as the ‘worst he has met with 
for many years on this coast’ (Albany Advertiser, 
25 August 1900: 3f).

INQUIRY
The damage to the steamer and the loss of 
the boats was reported to the appropriate 
authorities. It is not known what inquiry was 
made into the incident.

STATEMENT OF SIGNIFICANCE
REPRESENTATIVE (8) 
The surf boat and dinghy lost from Rob Roy 
only 40 minutes after leaving Israelite Bay are 
representative of the hundreds of boats carried 
by coastal steamers at this time.
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Official Number: 87320
Port of Building: Newcastle, UK
Year built: 1884
Port of Registration: Adelaide
Rig Type: Steamer
Hull: Iron
Length: 110.4 ft (33.65 m) 

before refit; 140.1 ft 
(42.7 m) after refit

Breadth: 25.1 ft (7.65 m)
Depth: 7.2 ft (2.2 m)
Tonnage: 233 gross, 139 net, 158 

underdeck before refit; 
302 gross, 211 net, 152 
underdeck after refit

Engine: 2-cylinder compound 
steam engine of 60 HP

Port from: Esperance
Port to: Israelite Bay
Date stranded: 21 June 1902
Location: Israelite Bay
Chart Number: BA 1059
Significance criteria: 1

THE VESSEL
The Herbert was built by McIntyre & Co. 
in Newcastle, UK, for Villiers Brown of 
Townsville, Queensland, and launched in 
June 1884. It had one deck, a quarter deck 
14.63 m long, a forecastle 7.32 m in length 
and a 3.05 m bridge deck. The engine had 
been built by R.H. Pearson & Co. of Glasgow. 
The steamer was registered at Brisbane, and 
in May 1888 it was sold to John Williams of 
Launceston. The following year it was sold 

to the United Steamship Company, also of 
Launceston, who then sold the steamer to The 
Adelaide Steamship Company in March 1896. 
The Herbert gained an unenviable reputation 
for making slow voyages, one passenger 
exclaiming ‘six knots be blowed! Why, she 
can’t even overtake a jellyfish!’ (Esperance 
Times, 22 June 1897, quoted in Dickson, 2012). 
The Adelaide Steamship Company carried out 
an extensive refit of Herbert in 1899, during 
which time the vessel was lengthened by nine 
metres.

During the last few years of the 19th 
century and the first few of the 20th, Herbert 
was used extensively on the south coasts of 
Western Australia and South Australia, carrying 
passengers and cargo between the small 
anchorages eastwards from Albany.

In June 1902 the steamer was under the 
command of Captain A. Nicholson with a crew 
of 15, and was carrying two passengers.

THE STRANDING
At 6.45 a.m. on 20 June 1902 Herbert departed 
Esperance for Israelite Bay, and arrived there 
at 2.00 a.m. the following morning. Under 
normal circumstances the vessel would have 
remained only about two hours, just sufficient 
time to discharge and then load passengers and 
cargo via the ship’s surf boat. However, on this 
occasion it did not leave Israelite Bay until 3.45 
p.m., nearly 14 hours later. This was because 
it had become stranded on a sand bank near 
the jetty, and had to jettison 20 tons of coal to 
enable it to get off. The incident was reported 

to the appropriate authorities and entered 
in the Register of Wrecks and Casualties in 
Western Australia.

INQUIRY
There is no report in the contemporary 
newspapers of an inquiry into the stranding of 
the Herbert, though this would probably have 
been held.

INITIAL SALVAGE
After some delay Herbert was got off the sand 
bank and continued its voyage along the 
coast, arriving back at Esperance in the early 
afternoon of the following day.

The Herbert was sold for scrap in 1932, and 
scuttled off Cape Cleveland in Queensland in 
January the following year.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
At that time mail steamers on the south coast 
were expected to keep to a tight schedule, and 
were fined £5 for each hour that they were late. 
In July 1901 Herbert departed Albany 6½ hours 
late, which cost the owners £32.10s. This was 
not the first time a delay had cost the company 
money, and it was reported that:

The A.S.S. Company have come to the conclusion that 
the steamer Herbert is likely to eat up all their subsidy 
for running South Coast mails during the coming 
winter in fines for late arrivals, and are trying to get 
the deputy P.M.G. to engage a faster and larger boat 
at an increased subsidy. They have also approached the 
Chamber of Commerce on the subject, pointing out that 

Herbert (1884–1902)
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it lays [sic] with the public and that chamber whether 
they retain the present unsatisfactory service or have a 
better one. This procedure was not unexpected, as this 
is the procedure that was adopted some time back when 
the R.M.S. Herbert was on the coast before, and on 
an increase of subsidy being granted by Sir John Forrest 
this boat was succeeded by the s.s. Flinders for a time 
until the people were pacified and settled down, when 
the Flinders was taken off this service and we dwindled 
back into the same groove (West Australian Sunday 
Times. 16 June 1901: 10a).

This was the second time the steamer had 
been stranded. In May 1898 it had suffered 
a similar incident in Israelite Bay. On this 
occasion the harbour-master at Esperance 
refused permission for Herbert to leave port 
until repairs were carried out to the damaged 
keel. In late June 1901 it lost one of its surf boats 
when swept by seas during a succession of strong 
gales while sailing between Hopetoun and 
Esperance, but there is very little information 
on these two incidents.

In December 1902 Herbert sailed to Point 
Malcolm to assist in the recovery of the near-
new boiler which was in the process of being 
removed from the recent wreck of the steamer 
Franklin (see entry). The boiler was then to 
have been taken as deck cargo to Adelaide on 
Herbert. However, this did not eventuate and the 
boiler was eventually towed to South Australia 
by the steamer Bullarra.
SOCIAL (3)
When Herbert left Western Australia for the 
final time the Albany Advertiser’s Esperance 
correspondent reported:

The s.s. Herbert passed by here on the 5th inst. At 5 
a.m. en route to Point Malcolm. She blew her whistle 
when off West Beach as a sort of goodbye. The residents 
breathed a sigh of relief when she was out of sight 
(Albany Advertiser, 13 December 1902: 4c).
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Rig Type: Sloop
Hull: Wood
Port from: Goose Island Bay, 

Middle Island
Port to: Sydney
Date lost: July 1824
Location: Twilight Cove
Chart Number: BA 1059
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1

THE VESSEL
The Belinda was built at Yarmouth with one 
deck, copper fastened and with iron knees. 
No dimensions apart from the tonnage (159 
tons) are known, but it was recorded as having 
a draught of 13 ft (3.96 m) when fully loaded. 
It was owned by J. Lee and was under the 
command of Captain Thomas Coverdale with 
a crew of 25, and was armed with two guns. 
The brig had arrived at Hobart in November 
1823 after a disastrous voyage from England 
during which three crewmen were drowned, 
both masts and all boats were lost and other 
considerable damage done. After repairs, 
which took some three months, Belinda sailed 
to Sydney. On 17 May 1824 the brig departed 
Sydney for the south coast of Western Australia 
to hunt seals.

The replacement boats carried by Belinda 
would probably have been clinker built, about 

6 m in length and 2 m in breadth. Such boats 
were heavily constructed for use as work boats, 
fulfilling many roles such as carrying stores 
and laying out anchors. If capsized in heavy 
surf, they would have been very difficult to 
right and impossible to repair without timber 
and tools. They were usually equipped with a 
mast and sails.

On 19 July 1824 Belinda was wrecked at 
Goose Island Bay on Middle Island (see entry). 
All the crew got ashore safely, and they saved 
two boats and some provisions.

THE LOSS
After the brig Belinda was wrecked the survivors 
sailed the two ship’s boats eastwards along the 
coast heading towards Sydney. After travelling 
nearly 200 miles one of the boats was swamped. 
This would place the accident in the vicinity of 
Twilight Cove. The crew of this boat abandoned 
the wrecked craft and decided to walk back 
towards Middle Island. The crew of the other 
boat accompanied them just off the shore. They 
were luckily sighted by the crew of another 
sealing ship, the brig Nereus, and taken on it 
to Sydney.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
It was fortunate that, having survived the 
shipwreck of the brig Belinda, the crew were 
finally picked up by the sealer Nereus. Twilight 
Cove is located in a very remote part of 
Australia, and while the crews of the two boats 
had originally intended making for Sydney, 

after the loss of one boat the men decided 
to return to Middle Island. Here they knew 
that water was available and sealing ships 
occasionally called to pick up salt from the lake 
in the middle of the island.

REFERENCES
Ansel, W.D., 1983, The Whaleboat: A Study of design, 

Construction and Use from 1850 to 1970. Mystic 
Seaport Museum Incorporated, Mystic, 
Connecticut, USA.

Green, J., Souter, C. & Baker, P., 2001, Department 
of Maritime Archaeology Visit to Middle 
Island, Recherche Archipelago, Esperance, 29 
April–4 May 2001. Report – Western Australian 
Museum, Department of Maritime Archaeology, 
No. 154.

Henderson, G., 2007, Unfinished Voyages: Western 
Australian Shipwrecks 1622–1850. University of 
Western Australia Press, Crawley.

Lloyd’s Register of British and Foreign Shipping 1820. 
Lloyd’s, London.

Western Australian Museum, Department of Maritime 
Archaeology, File No. 12/90 – Belinda.

Belinda’s boat (1824)

258  Historic Shipping in Western Australia

Worsley3Final.indd   258 14/04/2015   2:18 pm



Rig Type: Cutter
Hull: Wood
Tonnage: 60
Port from: Albany
Port to: Twilight Cove
Date lost: 25 May 1877
Location: Twilight Cove
Chart Number: BA 1059
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1

THE VESSEL
There has been much confusion regarding 
the name of this vessel. It has been suggested 
that ‘Bunyip’ is the idiomatic corruption of 
the name ‘Cartaburnup’. The Cartaburnup 
(also variously spelt Catabunup, Cartabunup, 
Caltaburnup, Cuttyburnup, Cuttabunup and 
Carter Bunyup) was a 60-ton cutter said to 
have been built by John Odgers Peters on the 
King River at Albany. It was named for the hill 
near the building site. The Minang people who 
built fish traps in Oyster Harbour called the 
place ‘Kaatboornup’ meaning ‘wooded hill’, 
referring to the very large marri trees which 
once grew nearby. The vessel Cartaburnup was 
owned by John McKenzie of Albany. There is 
no registration record of either Cartaburnup or 
Bunyip (or any of the derivations) in Western 
Australia. Despite this Bunyip was reported by 
the Inquirer as being an ‘Albany cutter’.

The cutter Cartaburnup/Bunyip, about which 
so little is known, was under the command of 
Captain John Foote, and had been chartered by 
Mr Gilham or Gillam (possibly William Jenkins 
Gillam of Albany) to carry wire and insulators 
for the construction of the overland telegraph 
line between Adelaide and Albany.

In late May 1877 Cartaburnup/Bunyip and 
another cutter, Twilight, also chartered by 
Gilham/Gillam, were anchored at Twilight 
Cove discharging enough cargo to construct 
100 miles (160 km) of the line.

THE LOSS
About midnight on 24 May 1877 a severe gale 
struck, Twilight’s anchor cable parted and it 
was driven ashore and wrecked (see entry). 
Only 2½ hours later Cartaburnup/Bunyip also 
parted its cable, drove onto the beach and was 
abandoned. The crew of both vessels made 
shore safely. The loss of the cargo was stated 
to have set the telegraph line construction 
back some six weeks. Gilham, on his arrival in 
Adelaide from King George Sound aboard the 
R.M.S. Bangalore, advised the South Australian 
Register of his loss. That newspaper subsequently 
telegraphed the news to the Sydney Morning 
Herald.

INITIAL SALVAGE
The newspaper reported that the cargo was 
buried in the sand and considered impossible 
to recover.

SITE LOCATION
The wreck of Cartaburnup/Bunyip was reported 
as being 180 m west of the wreck of Twilight, 
however the exact position of neither wreck is 
now known.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The building of the Overland Telegraph Line 
provided steady work for a number of mainly 
Western Australian coastal traders. These 
included Agnes, Cartaburnup/Bunyip, Mary Ann, 
Planet, Tribune, Twilight and Walter & Mary.
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Official Number: 79260
Port of Building: Mersey River, Tasmania
Year built: 1883
Port of Registration: Fremantle
Rig Type: Ketch
Hull: Wood
Length: 84.8 ft (25.85 m)
Breadth: 20.5 ft (6.25 m)
Depth: 7.3 ft (2.23 m)
Tonnage: 74.37 gross & net, 73.48 

underdeck
Port from: Albany
Port to: Eucla
Date lost: 31 August 1896
Location: Twilight Cove
Chart Number: BA 1059
GPS position: Lat. 32º 17’ S
 Long. 126º 01’ E
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 1 & 3

THE VESSEL
The Swift was built by Sydney Griffiths on the 
Mersey River in northern Tasmania. It had 
one deck, a round stern and a scroll head. It 
was built with a centreboard, a fairly unusual 
feature for coastal trading vessels in Australia. 
The centreboard and its case took up the 
equivalent of 0.89 tons of space. It was owned 
by John Thomas Skinner (or Shimmins), master 
mariner, and registered at Hobart. On 19 June 
1896 it was purchased by John Richard Arthur 
Connolly of Esperance. He registered the 
ketch at Fremantle (No. 1/1896). Under the 
command of Captain John Cockcroft with John 

Hardie as mate the ketch was delivering enough 
material for construction of 65 miles (104 km) 
of the overland telegraph line along the south 
coast between Eyre and Ponton’s station. This 
was to be landed at Twilight Cove.

The Swift had a reputation for being difficult 
to steer unless all sail was set. This made it unusual 
amongst Tasmanian-built ketches of the late 19th 
century, which were generally well regarded.

THE LOSS
At about 6.00 p.m. on 31 August 1896 Swift was 
entering Twilight Cove under full sail at 7 knots 
in a fresh south-westerly breeze. It was entering 
from the south-west with a crewman taking 
soundings. The man reported two and a half 
fathoms (9.6 m), but before he could again cast 
the lead the ketch struck a flat rock. The heavy 
seas carried the vessel over that rock and onto 
another. The Swift began leaking badly and was 
abandoned by the crew, all of whom reached 
shore safely.

INQUIRY
A Preliminary Court of Inquiry into the loss of 
the Swift was held at Esperance on 21 September 
1896. Captain Cockcroft’s evidence showed that 
the ketch struck a rock which was not shown 
on the chart. At the hearing evidence was given 
that Swift ‘was unmanageable unless under 
full sail’ (West Australian, 23 September 1896: 
5a). The members of the preliminary hearing 
decided to charge Captain Cockcroft with 
‘unskilful navigation in an uncharted port’ (West 
Australian, 2 October 1896: 5d). However, the 
subsequent Court of Inquiry on 30 September 

presided over by the Resident Magistrate, Dr 
Black, and two nautical assessors exonerated 
him from blame.

Captain Cockcroft subsequently wrote to a 
newspaper stating that he had entered Twilight 
Cove following the advice given by Captain Sale. 
‘Had he kept a mile and a half from the beach 
he would, he declares, still be in command of 
the Swift’ (The West Australian, 26 October 1896: 
5c). Captain Sale had recently been stood down 
as captain of the steamer Macgregor because of 
heavy drinking.

After the Preliminary Court of Inquiry 
had been completed at Esperance, Captain 
Cockcroft and some of his crew travelled to 
Albany on board the coastal steamer Macgregor, 
and arrived there on 23 September.

INITIAL SALVAGE
A telegram sent from Eyre to the Postmaster-
General by the officer-in-charge of the telegraph 
construction party stated that up to the morning 
of Monday 7 September, 35 tons of material 
from the wreck of Swift had been recovered. 
Conditions were difficult:

Since Saturday the salvage operations had been 
hampered by heavy surf at the wreck, and the only boat 
remaining had been stove in. A raft had, however, 
been made, and with this it was hoped, if the weather 
permitted, to bring the balance of the material ashore in a 
day or two (West Australian, 9 September 1896: 4g).

SITE LOCATION
The coast here is moving out to the sea at the 
rate of nearly 3 m a year, consequently Swift is 

Swift (1883–1896)
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now situated 55 m inland from the first sand 
ridge above high water mark. In May 1977 
the wreck was inspected by Scott Sledge of the 
Department of Maritime Archaeology, Western 
Australian Museum. At a depth of 90 cm fresh 
water entered the archaeologist’s trench causing 
the sides to collapse, and this seriously hindered 
a full inspection.

SITE DESCRIPTION
The wreck of the Swift lies on its starboard 
side roughly parallel with the shore line, bow 
towards the east-north-east. The stern is buried 
under a large sand ridge, and the port side has 
collapsed. The measurable length of the site is 
19.7 m with a width of 3.6 m amidships. The 
frames measure 140 mm by 110 mm with an 
average spacing centre to centre of 400 mm. The 
ceiling planking is 60 mm by 300 mm, and most 
of the fastenings are of iron. A substantial part 
of the hull is still intact, and the timber appears 
to be in excellent condition. There are an iron 
hawse pipe, two iron cog wheels believed to be 
part of the windlass, two iron knees and other 
artefacts at the site.

EXCAVATION AND ARTEFACTS
Three samples of the timber were collected, 
together with a number of the iron fastenings 
of different sizes.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The Swift is significant in its association with 
the construction of the Overland Telegraph 
Line. The loss of the ketch and its cargo 

resulted in a delay in completing one section 
of the line:

As for the telegraph line to Eucla, this work would have 
been finished on the 17th inst. had not the ketch Swift 
been wrecked (West Australian, 8 September 1896: 
5h).

However, this delay could not have been too 
long as another newspaper reported:

It is hoped that this [cargo] will be saved. It was 
intended for that portion of the line between Eyre 
and Ponton’s Station. Should this material be lost, 
arrangements will be made immediately to ship a 
fresh supply for the line, as at present the Telegraph 
Department is in possession of a good supply of material 
(Australian Advertiser, 5 September 1896: 3d).

SOCIAL (3)
There are at least two deaths associated with 
Swift; the first on 1 July 1894 when Albert Alonzo 
Griffiths was lost off the ketch at Wallaroo, South 
Australia. The other was Thomas Manville, who 
broke his arm while at sea in early May 1896, and 
subsequently died of complications at Esperance 
on 29 June 1896.

Only a few weeks prior to the loss of Swift the 
vessel and its master were involved in a court 
case reported on 3 August by the Esperance 
correspondent of a Perth newspaper:

John Cockcroft, master of the schooner Swift, was 
summoned on Saturday for unlawfully carrying a female 
aboriginal from Eucla. The woman was accompanied by 
her husband and several other natives who were engaged 
for Connelly’s island farm. The defendant pleaded 
ignorance of the law on the subject. The magistrate 

read the section of the act which prohibits the masters of 
vessels carrying natives and he considered it was more 
applicable to the pearl shell industry than to this part of 
the colony. As the natives on the Swift were carried for 
the purpose of being employed as servants he dismissed 
the charge (Western Mail, 7 August 1896: 36d).
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Official Number: 61091
Port of Building: Fremantle
Year built: 1869
Port of Registration: Fremantle
Rig Type: Cutter
Hull: Wood
Length: 43.0 ft (13.11 m)
Breadth: 14.0 ft (4.27 m)
Depth: 6.5 ft (1.98 m)
Tonnage: 24.1
Port from: Albany
Port to: Twilight Cove
Date lost: 24 May 1877
Location: Twilight Cove
Chart Number: BA 1059
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 1 & 3

THE VESSEL
The Twilight was launched in February 1869 
with one deck and a square stern. The original 
owners were John Chester (32 shares), Edward 
Newman and William Bartram (joint owners 
of 24 shares), and Barrington Clark Wood (8 
shares). When Newman died on 25 November 
1872 his widow, Ellen Newman, and Wood 
were granted probate as executors. This also 
happened when Bartram died on 23 May 1874. 
In June 1874 Chester sold his half share in the 
cutter to Joshua James Harwood, and Wood 
sold his eight shares to Lionel Gould. At the 

same time Gould also bought the 24 shares 
from the executors of the estates of Newman 
and Bartram. In January 1876 Harwood became 
sole owner when he bought Gould’s 32 shares. 
However only eight months later Harwood sold 
32 shares each to George Thompson and James 
George Flindell, Thompson selling half of his 
shares to Abraham Moses Josephson five days 
later. The owners at the time it was wrecked 
were therefore George Thompson (16 shares), 
George Flindell (32 shares) and Abraham 
Josephson (16 shares).

On 10 March 1872 Twilight was anchored 
in Koombana Bay when an exceptionally 
violent gale blew the cutter over the bar of 
the Leschenault Inlet. It lost its rudder in the 
process, but was subsequently repaired.

In May 1877 it was anchored in Twilight 
Cove discharging a cargo of wire and insulators 
for the overland telegraph line. Also anchored 
and discharging a similar cargo was the cutter 
Cartaburnup/Bunyip (see entry). Both these 
vessels had been chartered by Mr Gilham or 
Gillam, possibly William Jenkins Gillam of 
Albany.

THE LOSS
About midnight on 24 May 1877 Twilight 
under the command of Captain Joe Tager 
was driven ashore in a severe gale, becoming 
a total wreck. The crew got ashore safely, but 
the cargo was described as being ‘buried in 
the sand, from which it would be impossible 
to extract…’ (Sydney Morning Herald, 30 June 
1877: 5b). The quantity of material on the two 

vessels was said to be sufficient for 100 miles 
(160 km) of telegraph line, and because of the 
loss the work would be delayed by six weeks. 
The crew walked overland to the Israelite Bay 
telegraph station, a distance of about 275 km 
to report their loss.

INITIAL SALVAGE
As stated above the newspaper reported that 
the cargo was considered impossible to recover, 

Twilight (1869–1877)
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and there is no mention of any subsequent 
salvage of the vessel.

SITE LOCATION
Due to coastline accretion the site of the wreck 
of the Twilight is now buried under sand some 
distance inland. It is reported as being buried 
under a sand hummock 600 m east of the wreck 
of Swift (see entry). During a wreck inspection 
of Swift in May 1977 by Scott Sledge of the 
Western Australian Museum, an unsuccessful 
search was conducted in an attempt to locate 
the wreck of Twilight.

EXCAVATION AND ARTEFACTS
Around 1900 Mr Dunn broke up part of the 
wreck of the Twilight to obtain timber to line a 
well some 3.7 m deep. This fresh water well was 
said to be in the same sand hills as the wreck of 
Twilight, but closer to the sea shore.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
The place where Twilight went ashore was 
subsequently named Twilight Cove. The 
chart and Pilot indicate that it affords a good 
landing on a sandy beach, this being the reason 
that it was used as one of the landing places 
for material needed to build the overland 
telegraph line. It was, however, a very exposed 
anchorage.
SOCIAL (3)
Some five months earlier, on 7 January 1877, 
the crew of Twilight were off-loading poles at 
Point Culver for the Weld telegraph station. A 

boatman, Michael Reddin, was pinned under a 
boat-load of poles in the shallows close to shore 
and drowned before he could be released.
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Port of Building: Vegesack, Germany
Year built: 1889
Port of Registration: Bremen, Germany
Rig Type: Ship
Hull: Iron
Length: 217.0 ft (66.1 m)
Breadth: 37.0 ft (11.3 m)
Depth: 23.0 ft (7.01 m)
Tonnage: 1 511 gross, 1 442 net, 

1 335 under deck
Date lost: April 1896
Location: Scorpion Bight
Chart Number: BA 1059
Finders: J.W.W. Graham in 1898
Protection: The site when found will 

be protected under the 
general provisions of the 
Historic Shipwrecks Act 1976

Significance criteria: 3

THE VESSEL
The ship Neck was built of iron at Vegesack on the 
River Geeste, Germany, for the firm of Gildemeister 
& Ries of Bremen and registered in that port. It had 
two decks. The Lloyd’s Register of 1896–97 contains 
the notation ‘Missing since April 1896’.

There is no evidence that the wreck of the Neck 
occurred in Western Australian waters, but it is 
included in this book as it is one of the mysteries 
of the sea in this area.

THE LOSS
On 6 December 1898 the acting telegraph station 
manager at Eyre sent a telegram to R.A. Sholl, the 
Post-master General in Perth:

Reported last evening that upper part of deck-house, bearing 
name of Neck, Bremen, washed ashore, Scorpion Bight, 
twenty-eight miles east. Not been beached more than a day 
when discovered on 3rd inst. (quoted in West Australian, 
7 December 1898: 4h).

Later the local Eucla newspaper reported:

Another of those painful uncertainties with which ocean life 
is unfortunately so closely allied has been brought to notice 
by a discovery made by Mr J.W.W. Graham at Scorpion 
Bight, 28 miles east of Eyre, of a considerable quantity of 
wreckage consisting chiefly of the upper part of a deckhouse 
and attachments. The name ‘Neck Bremen’ is done in raised 
woodwork on each end of the structure, the dimensions of 
which are about 11 feet long by 9 feet wide. When found it 
had only been ashore for a day or two at most. Being made of 
teak throughout it is impossible to conjecture the length of time 
it has been in the water. No wreckage belonging to this vessel 
was found at any other point than the one mentioned, nor any 
evidence to show whether the vessel to which it belonged was a 
steamer or sailer (Eucla Recorder, 10 December 1898: 6a).

There is a gap of two and a half years from 
the time the Neck was posted missing until the 
deckhouse and other wreckage was found at 
Scorpion Bight. This was considered to have been 
ashore for only a day or two, but there was no way 
of ascertaining how long it had been in the sea. It 
would appear, however, that the deckhouse had not 
been submerged for any great length of time or this 
would have been commented on in the report. Even 
teak will show marked evidence of deterioration if it 
remains underwater for a considerable time.

There are a number of possibilities regarding 
where the vessel was wrecked. With the combined 
currents flowing in the southern Indian Ocean 

and Southern Ocean from west to east, any floating 
material from a wreck which occurred anywhere 
east of the Cape of Good Hope could be carried 
as far to the east as Scorpion Bight or even further. 
This current (part of the Indian Ocean Gyre) has an 
average rate of half a knot. If the Neck was wrecked 
on one of the islands in the Southern Ocean such 
as Prince Edward, Amsterdam, St Paul or the Crozet 
islands, a lot would depend on how long it took for 
the wooden deckhouse to break away from the iron 
hull before it started drifting. Another possibility is 
that the ship was overwhelmed by one of the storms 
common in those waters, and that subsequently the 
deckhouse broke loose and with other wreckage 
drifted to Scorpion Bight.

Although the report states that no other 
wreckage was found but that at Scorpion Bight, 
there are many isolated sections of the south coasts 
of Western and South Australia where material 
may have come ashore and never been found.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
The loss of the Neck is an unsolved mystery.
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Date lost: Prior to March 1841
Location: Near Scorpion Bight
Chart Number: BA 1059
GPS position: Lat. 32º 18’ S
 Long. 126º 51’ E. This is 

not a GPS position
Finders: Mr & Mrs A.J. Carlisle
Protection: Historic Shipwrecks Act 

1976
Significance criteria: 1 & 3

THE VESSEL
Nothing is known regarding the origins and 
specifications of this vessel. It was first mentioned 
by Edward John Eyre during his expedition from 
Fowlers Bay in South Australia to Albany. On 29 
March 1841 Eyre wrote in his journal:

For the last two or three days, we had passed many pieces 
of wreck upon the beach, oars, thwarts of boats, fragments 
of masts, spars, &c. strewed about in every direction: none 
of them, however, appeared to have been recently deposited 
there, and many of the oars, and lighter spars, were stuck up 
on their ends in the sand above high water mark, probably 
so placed by the natives, but with what object I know not. 
One oar was stuck up upon a high sand ridge, some 
distance from the shore, and I spent some time examining 
the place, in the vain hope that it might be an indication 
of our vicinity to water (Eyre, 2007).

Eyre did not speculate on the type of vessel 
or where it may have come from. At that time he 
was at approximately 126º 30’ east longitude. This 
is a little west of Scorpion Bight. His statement 
regarding the oars and spars being placed upright 
by the Aborigines is open to debate. They would 
more likely have been placed by the crew of the 

wrecked ship in order to attract the attention of 
passing vessels. There were many whaling ships 
working along the south coast during the late 
1830s and early 1840s.

In 1976 John Carlisle reported finding material 
from a wreck 55 kilometres east of Eyre. This places 
it very close to Scorpion Bight. Mr Carlisle, who 
had been in that area since 1928, related a story 
told to him by the Aborigines regarding the wreck 
of a ship prior to Eyre’s expedition through their 
territory. A ship had been seen approaching the 
coast, giving off smoke. A boat brought five people 
ashore where some lay down while others walked 
around. The following morning two of the men 
lay dead and others had dug holes in the sand. 
The ship drifted in to the shallow water, rolling 
over on to its side a little later. Within eight days 
another man died, and the Aborigines killed a 
fourth by spearing him. However, the fifth man 
was not killed as he had blond hair. Kept by the 
local people for some time, the survivor eventually 
went with the Aboriginal tribe who lived to the east 
of his captors. The Aborigines took Mr Carlisle 
to the spot where the boat was supposed to have 
come ashore with the survivors. There he found 
several small brass or copper nails, and about 500 
m further east he found the main wreckage.

The story is echoed by a similar Aboriginal 
narrative related to W. Graham, the Eyre’s 
Sandpatch Telegraph Station manager during the 
1930s. This story relates that before Eyre made his 
journey, a two-masted vessel had been wrecked 
about 20 miles east of the station. Five men had 
come ashore in a boat and attempted to contact 
the Aborigines. This had been unsuccessful, as had 
their search for water. After collecting some of the 

berries (noria in the Aboriginal language) growing 
there they left. The following morning the wreck 
had disappeared.

In 1859 William Jackman published his 
autobiography The Australian Captive. In it he 
claimed that he had sailed from Hobart on board 
the whaler Carib of Brixom [sic], England, and that 
on 28 April 1837 the ship was wrecked on the south 
coast nearly equidistant between Adelaide and 
King George Sound. This places it in the vicinity 
of Scorpion Bight. The vessel was commanded 
by Captain Thompson. Five of the crew lost their 
lives in the wreck, and Jackman became separated 
from the others. He then lived for some 18 months 
with the Aborigines in that area. The story has 
some aspects that are credible, and are supported 
to an extent by other evidence, such as the 
history independently related by the Aborigines. 
Jackman’s autobiography includes many verifiable 
facts and information that indicates that he must 
have been in the area at some time. However, 
it appears that there was no vessel named Carib 
which departed from Hobart around that period 
(Henderson, 2007: 205). There was a brigantine 
named Carib listed in Lloyd’s between 1836 and 
1839, but with no indication that it ever came to 
Australia (Henderson, 2007.).

Jackman states that he was subsequently 
rescued by the Hobart owned whaler Camilla and, 
after continuing whaling for some months, the ship 
landed him at Albany on 27 June 1839. The Camilla 
was certainly whaling in the area during that time, 
having carried out eight voyages between 1838 
and 1844. Jackman later walked to Two People 
Bay to join the Avis, an American whaler out of 
New London. This was wrecked in the bay during 

Eyre wreck
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a gale (see entry); two other whalers, Harvest and 
Peruvian, both also at anchor, were undamaged. 
Both these vessels are recorded as being in the area 
at the time that Avis was wrecked, having anchored 
at Albany in May 1842. Several days after the wreck 
of the Avis, Jackman signed on to the Elizabeth of 
New Bedford (Captain Esthman), also known to 
have been in the area at the time. He therefore 
has many facts to back his claim of shipwreck and 
survival. Some of his dates are incorrect, but the 
book was written some 17 years or more after the 
events so these are understandable. What is not 
proven is that a whaler named Carib was wrecked 
in April 1837.

SITE LOCATION
The wreck lies on the coast approximately 46 km 
south and 16 km west of Madura Roadhouse. 
In 1976 a wreck inspection by Scott Sledge of 
the Western Australian Museum located some 
wreckage at the low water mark in longitude 126º 
51’ east, which led him to believe a nineteenth 
century whaler or sealer had been wrecked there 
some time during the early part of that century. 
The size of some iron deck knees indicated a vessel 
of about 400 tons. In 1989 Graeme Henderson led 
another Museum wreck inspection which reached 
the beach south of Madura and then travelled 
west along the coast. After travelling about 10 
km the party found substantial wreckage, more 
being found at various places over the next eight 
kilometres.

SITE DESCRIPTION
At the main site several iron knees lie in the 
intertidal zone, with about two dozen iron hull 

fastenings distributed in 2 m of water just south-
west of these. One knee measured 1.1 m along the 
horizontal leg and 1.6 m along the vertical. Another 
was measured to have a length of 1.8 m. All this 
material was heavily concreted. A 10 m length of 
the port side of a timber vessel with chain plates 
was found buried on the beach, and subsequently 
excavated. Other smaller timbers were located, 
some with treenails in place.

EXCAVATION AND ARTEFACTS
Some of the concreted hull fastenings were 
taken to the Western Australian Museum where 
one was broken open, revealing 85% corrosion.

STATEMENT OF SIGNIFICANCE
HISTORIC (1)
It is presumed that the wreckage examined by 
Museum staff is that recorded by Eyre in 1841, 
and is therefore historically linked with that 
famous explorer.
SOCIAL (3)
Several questions are raised by the story given 
by Jackman. It may possibly relate to the loss of 
the vessel, remains of which were seen by Eyre. 
Unfortunately, it is not clear what part of his 
story is fact, or even the correct name of the 
vessel involved.

REFERENCES
Dickson, R., 2007, The History of the Whalers on the South 

Coast of New Holland from 1800–1888. Hesperian 
Press, Victoria Park.

Eyre, E.J., 2004, Journals of Expeditions of Discovery into 
Central Australia and Overland from Adelaide to 
King George’s Sound in the Years 1840–1: Sent by the 

Colonists of South Australia, with the Sanction and 
Support of the Government: Including an Account 
of the Manners and Customs of the Aborigines and 
the State of Their Relations with Europeans. Project 
Gutenberg eBook.

Gibbs, M., 2002, The Enigma of William Jackman, ‘The 
Australian Captive’: Fictional Account or the 
True Story of a 19th century Castaway in Western 
Australia? Great Circle, 24.2: 3–21.

Henderson, G., 2007, Unfinished Voyages: Western 
Australian Shipwrecks 1622–1850. University of 
Western Australia Press, Crawley.

Sledge, S., 1976, Eyre unidentified. Report – Department 
of Maritime Archaeology, Western Australian 
Museum, Wreck Inspection Report, No. 23.

Western Australian Museum, Department of 
Maritime Archaeology, File No. 166/76 – Eyre 
Unidentified.

266  Historic Shipping in Western Australia

Figure 155.  Mari-
time archaeologists 
discussing the exca-
vated remains of the 
Eyre wreck. Photo: 
Patrick Baker.
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Official Number: 82872
Port of Building: Middlesborough, UK
Year built: 1881
Port of Registration: Melbourne
Rig Type: Steamer
Hull: Iron
Length: 329.1 ft (100.31 m)
Breadth: 38.3 ft (11.67 m)
Depth: 26.0 ft (7.93 m)
Tonnage: 2 542 gross, 1 653 net
Engine: 2-cylinder compound 

steam engine of 304 
NHP

Port from: Adelaide
Port to: Albany
Date lost: 25 July 1901
Location: South of Eucla
Chart Number: BA 1059
Significance criteria: 3

THE VESSEL
The Coolgardie was built by R. Dixon & Co. as the 
Bothwell Castle and launched in March 1881. It 
had two decks, four bulkheads and a forecastle 
10.36 m long. The two-cylinder compound 
engine was built by T. Richardson & Sons, 
Hartlepool, UK, and was provided with steam 
from two boilers. It was owned by McIlwraith, 
McEacharn and Company of Melbourne.

The boats carried on the steamer Coolgardie 
would have been clinker built and about 7–8 
m long with a breadth of about 2.4 m. Those 
designated as lifeboats would have been fitted 
with copper or Muntz metal air tanks along the 
sides to make them unsinkable. They would 

most likely have carried both oars, and mast 
and sails. There were about 160 passengers 
on board during this voyage. The cargo on 
Coolgardie for Albany consisted of 58 tons of 
general cargo, some sheep and five horses.

THE LOSS
The Coolgardie had departed Adelaide for 
Albany and Fremantle at 8.00 p.m. on 23 July 
1901, and was expected at Albany during the 
evening four days later. However, the day after 
leaving Adelaide the steamer ran into severe 
westerly to south-westerly gales, resulting 
in what the master, Captain Nightingall, 
described as the roughest passage he had ever 
experienced. The engines were set to ‘Slow 
Ahead’, and for 46 hours Coolgardie pushed 
into the wind and seas. These were described 
as ‘mountainous’ and constantly washed over 
the ship. Two particularly large ones smashed 
the davits on the starboard side, washing a boat 
overboard. Deck fittings were also damaged, 
and two gangways washed away. Ten of the 
sheep and two of the five horses on board were 
lost during this gale. Two days later the seas 
were still causing havoc and nine metres of deck 
railing was swept away, along with more fittings. 
The Coolgardie arrived in Albany at 5.00 a.m. 
on 29 July, some 36 hours later than expected.

INQUIRY
On arrival at Albany the damage to Coolgardie 
was such that the marine surveyor, Captain 
Hesketh Jones, was requested to survey the 
ship. He pronounced it seaworthy and, after 

discharging the cargo and the three remaining 
horses, the steamer left Albany for Fremantle 
at 1.00 p.m., eight hours after arrival.

STATEMENT OF SIGNIFICANCE
SOCIAL (3)
As a result of the danger experienced on 
board Coolgardie, a Perth newspaper ran 
an editorial that criticized the standard 
of interstate shipping with regard to the 
safety of the vessels, the fares charged and 

Boat from the Coolgardie (1901)
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Figure 156.  This 
official photograph 
of the Duke and 
Duchess of Cornwall 
was taken in Sydney 
before they embarked 
on the Ophir. 
Having encountered 
such a severe storm 
the Royal couple 
decided to travel by 
train from Albany 
to Fremantle. Photo: 
Google.
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the standards of accommodation for the 
passengers:

They [the vessels] are nearly all dirty and neglected; 
the accommodation is wretched, the food is abominable, 
and more often than not in the busy season the boats 
are dangerously overcrowded (West Australian Sunday 
Times, 4 August 1901: 6b).

The bad weather experienced by Coolgardie 
was particularly wide spread, with the steamer 
HMS Ophir en route Adelaide to Fremantle 
being driven back when some 186 miles west 
of Albany, and having to run for shelter in that 
port. This ship was under charter acting as a 
royal yacht carrying the Duke and Duchess of 
Cornwall and York (later King George V and 
Queen Mary). They subsequently travelled to 
Perth by a train specially sent down, while the 
Ophir sailed on to Fremantle after the weather 
had subsided. At the same time 30 cm of 
snow was recorded on the Adelaide hills. The 
steamer Willyama lost a propeller, and came 
close to being wrecked on Pollock Reef. Luckily 
the crew managed to signal the Marloo, which 
took the ship in tow to Albany.
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Figure 157.  The 
Coolgardie with 
boats in davits on 
the starboard side. 
Photo: Photoship.
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Official Number: 79313
Port of Building: Goolwa, South Australia
Year built: 1879
Port of Registration: Adelaide
Rig Type: Barge
Hull: Composite
Length: 123 ft (37.5 m)
Breadth: 25.9 ft (7.9 m)
Depth: 7.87 ft (2.4 m)
Tonnage: 191
Port from: Adelaide
Port to: Fremantle
Date lost: 16 March 1897
Location: Approximately south of 

Eucla
Chart Number: BA 1059
Protection: The site when found will 

be protected under the 
general provisions of 
the Historic Shipwrecks Act 
1976

Significance criteria: 4

THE VESSEL
The Monarch (sometimes referred to as a barge 
and sometimes a lighter) was built in Goolwa, 
South Australia, and had one deck and a round 
stern. The South Australian Register reports that 
it had wooden frames, but the West Australian 
states that it was composite built. Described as ‘a 
fine roomy lighter’ (SA Register, 15 March 1897: 
4a), it was owned by G. and P.G. Johnston, and 
registered in Adelaide. It had recently been 
employed in the Spencer Gulf trade between 
Port Broughton and Port Pirie.

INQUIRY
There appears to be no record of an inquiry 
into the loss of Monarch.

INITIAL SALVAGE
The crew of Monarch had no time to save 
anything, and were rescued with only the 
clothes they were wearing at the time.

STATEMENT OF SIGNIFICANCE
ARCHAEOLOGICAL (4)
The Monarch is of archaeological interest, 
being the only South Australian built vessel to 
be wrecked in the area covered by this book.

REFERENCES
South Australian Register, 15 March 1879: 4a, 27 March 

1897: 5e & 1 April 1897: 4a.
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The Monarch was in good condition, ‘a large 
sum of money having been spent on her prior 
to her leaving Adelaide’ (The West Australian, 
23 March 1897: 4i). This work was undertaken 
by Mr Moore at Birkenhead and consisted 
of renewing all the caulking, and fitting new 
hatches fastened with iron bars. Two masts with 
new rigging and sails ‘were put up in accordance 
with Marine Board instructions’ (SA Register, 27 
March 1897: 5e). Capable of carrying 250 tons 
of cargo, Monarch had recently been bought by 
Captain T.W. Smith of Fremantle for use on the 
Swan River. It was valued at £2 000, but was only 
covered by insurance to the value of £800. The 
interstate steamer Colac (Captain Inglis) was 
engaged to tow the lighter to Western Australia, 
and departed Adelaide on Saturday 13 March 
1897. On board the towed lighter was Captain 
Pursell with a crew of three men.

THE LOSS
At 4.00 a.m. on Tuesday 16 March, when about 
half way across the Great Australian Bight the 
crew on board Monarch signalled to Colac that 
the lighter had sprung a leak. Half an hour 
later it was evident that the lighter was sinking, 
so the crew attempted to launch their boat. 
However, a heavy sea hit Monarch, washing their 
boat away. Captain Inglis on Colac had his crew 
lower their ship’s boat to rescue the men on 
board the sinking lighter. This was successfully 
carried out, but because of the heavy weather 
it ‘was nearly dark when the manoeuvre was 
completed, and the barge, in a sinking state, 
was abandoned’ (SA Register, 1 April 1897: 4a).

Monarch (1879–1897)
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Figure 158.  The 
Monarch was 
under tow by the 
steamer Colac when 
it sank south of 
Eucla. Photo: State 
Library of NSW.
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Figure 159.   
Whaling along 
the south coast of 
Western Australia 
only ceased seven 
years after this 
photo was taken 
in 1971. Whale 
numbers are now 
increasing, and 
whale-watching 
has become a major 
tourist attraction. 
Photo: Peter 
Worsley.
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INTRODUCTION
Aboriginal people have been exploiting the 
maritime resources of the south coast from 
the time of their first settlement in the area. 
Probably they arrived many thousands of 
years before recently dated evidence of their 
occupation. This included settlements along a 
coastal zone now covered by rising sea levels. 
Deposits have been dated by W. Ferguson to 
more than 18 850 years before present at the 
Kalgan Hall site (Flood, 1993: 42) and a date of 
33 000 years has been given for the site at Devils 
Lair, only twenty kilometres north of Cape 
Leeuwin (Flood, 1993: 39). At Allen’s Cave, 
only a few kilometres over the South Australian 
border near Eucla, there are deposits dating 
back 34 000 years (Flood, 1993: 188).

People speaking variants of the Noongar 
language claim territory from the coast 
north of Perth to a line crossing the coast 
again in the Point Dover/Twilight Cove area, 
with several regional sub-groups. Norman 
Tindale records the people between Augusta 
and Walpole as being the Piebelmen (now 
usually spelt Bibbulmun), their neighbours 
eastwards from here to Waychinicup River 
being the Koreng, the Wudjari living further 
east to the Fitzgerald River, and the Njunga 
living between them and 80 kilometres 
east of Esperance on the edge of Noongar 
territory. Here a major cultural change 
took place, the Noongar people being 
replaced by the Western Desert cultural 
group. Of these, the Ngadjunmaia occupied 
the coastlands south of Cocklebiddy and 

Caiguna, while Miming territory extended 
eastwards from there into South Australia 
(Tindale, 1974: map).

Marine life exploited by the Noongar, and 
possibly to a more limited extent by the Western 
Desert people, included fish, seals, stranded 
whales, crustaceans and occasionally shellfish. 
From a maritime perspective they particularly 
exploited shallow estuarine areas such as 
Wilson Inlet at Denmark and Oyster Harbour 
at Albany. They also harvested fish from the 
rivers which flowed into the Southern Ocean, 
and in this work their exploitation of the tidal 
parts of the rivers are included in the section 
on Aboriginal fishing.

Even the demise of so many Aboriginal 
people in the southern part of Western 
Australia has a maritime connection. In 1860 
the vessel Salsette brought scarlet fever to 
Albany. ‘Virtually every Aborigine living near 
the town contracted scarlet fever and at least 
twenty-nine died. The Aborigines further 
inland suffered even more heavily as the disease 
ravaged the tribes’ (Garden, 1978: 20).

The first permanent settlement by 
Europeans on the south coast of Western 
Australia was made at King George III Sound, 
which was chosen as a substitute for the 
proposed convict depot at Shark Bay. It was felt 
that either location would be a suitably remote 
place to send recidivist convicts, and at the same 
time would help to thwart any possible French 
plan to settle the western third of the continent. 
This had previously been claimed by France 
through the actions of St. Aloüarn in 1772. 

Apart from considerations of climate and the 
cost of maintaining contact with such a remote 
location as Shark Bay, King George Sound had 
several advantages directly related to the sea. 
The British government thought that it would 
be of value to locate their new settlement where 
vessels might call after the long voyage from 
Cape Town, as the Roaring Forties brought 
sailing vessels heading to New South Wales 
across the Indian Ocean. Governor Darling 
at Port Jackson noted, however, that these 
westerly winds would be a hindrance when 
sailing back from Sydney to King George Sound 
during winter months. The magnificent natural 
harbour had previously been visited by such 
navigator-explorers as George Vancouver in 
1791 (Discovery and Chatham), Matthew Flinders 
in 1801 (Investigator), Nicholas Baudin in1803 
(Géographe and Casuarina) and Philip Parker 
King in 1818 (Mermaid) and 1821 (Bathurst). It 
seemed to be an excellent choice as a site for 
a new settlement.

They were not the only mariners to call. 
Sealers from Van Diemens Land had begun 
to work between Kangaroo Island and Cape 
Leeuwin in the early years of the 19th century, 
some 25 years before official European 
settlement took place. Whalers were also 
working the Southern Ocean at this time. Their 
advent proved that a profitable industry based 
on the sea was ready to be exploited.

It was hoped that Albany’s hinterland would 
provide pastures for stock, especially sheep, at 
a time when fine wool from New South Wales 
was in great demand in England and Germany. 
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Settlers who followed Major Edmund Lockyer, 
his guards and convicts to Frederickstown (later 
Albany) soon found that broad-acre agriculture 
and pastoralism both presented unexpected 
difficulties.The more astute amongst them 
such as George Cheyne and Thomas Brooker 
Sherratt soon began to augment their pastoral 
activities by copying the established sealers 
through trading in skins. This became the first 
industry in the district to return an investment 
profit to local people, as opposed to whaling 
and sealing where profits had mostly been 
realised in overseas countries, particularly 
America and France.

During the first few years following 
European settlement in the west, land around 
Perth and Albany was seldom producing 
enough to excite a trader whose primary 
interest was international commerce, though 
the harbour at Albany was useful as a base for 
the rather limited export of local products. 
Gradually other entrepreneurs came to 
invest capital in ships, with their principal 
income being derived from trade between 
India, Mauritius, Cape Town and the colonial 
settlements at Sydney and Hobart. For ships 
using these routes, Albany, though lacking a 
local coal resource, became a very important 
bunkering port.

Intra-state freight cartage by ship became 
much less important after the opening of the 
rail link between Albany and Beverly in 1889, 
though the discovery of gold at Coolgardie, 
Kalgoorlie and Norseman brought a few years 
of frenzied passenger activity as gold seekers 

disembarked at many small anchorages along 
the south coast.

1914 saw the gathering in King George 
Sound of a great fleet of warships, both troop 
carriers and escort vessels carrying men from 
Australia and New Zealand to battlefields 
in the Middle East and Europe. This was to 
be, tragically, for so many a last glimpse of 
Australia. This deep and sheltered harbour 
was also used as a re-victualling and refuelling 
port during five wars, and it therefore holds an 
important place in Australia’s wartime history.

Through both World Wars much shipping 
was diverted from normal trading to wartime 
duties, and Albany suffered along with other 
smaller world ports. Women and children 
kept up primary production as best they could, 
helped by the Women’s Land Army workers and 
those men who were exempted from service 
because of age or because their contribution 
to production was considered essential. While 
overall production decreased due to shortage 
of manpower and cargo space, the agreement 
reached by the Federal Government and its 
counterpart in Britain meant that orderly 
marketing, and a guaranteed price for some 
products, kept some commodities flowing 
overseas. This agreement during World War II 
meant that dairy products, fresh and canned 
fruit, wheat, wool, beef and mutton were still 
exported from settlements along the south 
coast in the limited shipping space available.

Many industries ‘increased spectacularly’ 
following the end of World War II, as world-
wide there was so much pent-up demand for so 

many products. The result was that wool prices 
soared (though production did not grow for a 
few years), and timber sleepers were to a limited 
extent again exported to many countries. The 
use of trace elements and superphosphate led 
to increased yields of wheat, oats and barley, 
and technological advances meant that grain 
could now be handled in bulk instead of in 
bags which needed to be handled by lumpers 
on the wharves. All this resulted in a relatively 
quick recovery post war, and ultimately to major 
changes in the lives of people living along the 
south coast and its hinterland.
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AGRICULTURE
Garden Products
The Aboriginal people of the south did not 
practise agriculture in the European sense; 
however they had used the vegetative resources 
of the land for thousands of years before their 
displacement from the land during the 1800s. 
Vegetable staples included the red bulbs of 
the genus Haemodorum (blood-root) which still 
grows in damp areas along the south coast. 
One of the most intriguing questions not as 
yet satisfactorily answered is the origin of the 
complex procedure used by the Aborigines to 
make edible the otherwise very toxic fruit of the 
Macrozamia (zamia palm). Lacking know-how, 
many seafarers seeking fresh food ended up 
with severe stomach-ache after eating this fruit. 
Archaeological evidence found by Moya Smith 
at Cheetup shelter near Esperance indicates 
that indigenous people had mastered this 
complex technique at least by the time of the 
Late Pleistocene, about 13 000 years ago. ‘Many 
species [of cycads] produce huge quantities of 
kernels, yielding more food per hectare than 
many cultivated crops’ (Flood, 1983: 201).

Their food gathering practices were, it 
may be argued, equal if not superior to the 
agricultural efforts of the first European 
settlers. Broad acre agriculture as we know 
it today became economically important 
only after fertilisers, initially guano and later 
manufactured superphosphates and trace 
elements, were added to the predominantly 
poor sandy soils. Despite this it was fresh 
produce from small scale gardens, along with 

imported grains, which kept the first European 
settlers alive and relatively free from scurvy. 
Garden products also provided them with the 
means to acquire goods which they could not 

produce themselves, through barter trade with 
American whalers.

It was the practise of many seafaring 
explorers to plant seeds and cuttings which 
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Figure 160.   
Strawberry Hill 
Farm at Albany, 
family home of Sir 
Richard Spencer. As 
Resident Magistrate 
he encouraged 
settlers to grow as 
much food as they 
could. Photo: Peter 
Worsley.
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they had brought with them from Europe or 
America. The hope was that in future, should 
they return, there would be available fresh food 
of the type they knew and liked. Altruistically, 
later visiting mariners might also benefit, and 
perhaps even the Aborigines might make a 
first step towards becoming ‘civilised’ through 
their introduction to European foods. It seems 
likely that kangaroos ate off any small shoots 
as they emerged, or perhaps the climate just 
defeated these gardening efforts, as only 
literary evidence remained even shortly after 
the plantings had been made.

George Vancouver in charge of the vessels 
Discovery and Chatham anchored in King George 
Sound in 1791, and ordered such a garden 
to be planted on Green Island; and Thomas 
Nicholas Baudin, in command of the Géographe 
and Casuarina sent midshipman C. Baudin 
and geographer P. Faure ‘to see if the seeds 
planted there by Vancouver had taken root, 
but found only local native growth’ (Marchant, 
1982: 192). Five kilometres upstream from the 
mouth of the Kalgan River, Baudin in turn 
while the two French vessels were at anchor 
ordered ‘maize and other garden seeds’ to 
be planted in February 1803 (Baudin, 1974: 
487). No animals were left on the islands in the 
Sound, though pigs and poultry were later left 
on Ile Borda, now known as Kangaroo Island 
(Baudin, 1974: 489).

Matthew Flinders during his 1801 visit to 
King George Sound found what he thought to 
have been a small garden near the entrance 
to Oyster Harbour. It now seems more likely 

that this was neither a garden nor the burial 
place of Captain Dixon (also referred to as 
Dickson), as has also been suggested. Certainly 
the site is associated with Dixon of the whale 
ship Elligood, which had been in company 
with the Kingston in 1800, these being the first 
English whaleships known to visit Western 
Australia. However, ‘on carefully reading the 
journal of the Kingston kept by the Master 
[which is still extant], it would appear that 
the alleged garden was merely a place where 
the crew had gone ashore under instructions 
to dig and collect sand for the ship’ (Dickson, 
2007: 42). Captain Dixon died during the 
return voyage to England.

Philip Parker King planted an exceptionally 
wide variety of English seeds on the eastern side 
of the entrance to Oyster Harbour in 1818. He 
lists having sown peaches, apricots, lemons, 
peas and beans (of various types), carrots, 
parsley, celery, parsnips, spinach, onions, 
cauliflowers, turnips, cabbage, tobacco and 
broom. Such profligacy deserved better – he 
could find none of the plants when he returned 
in 1821 (Hordern, 2002: 65 & 330).

Captain Rossiter of the whaleship Mississippi 
had a garden planted at what was then called 
Mississippi Bay (now Rossiter Bay). Edward 
John Eyre, rescued from virtual starvation by 
Rossiter during his epic journey from Fowlers 
Bay to Albany in 1841, noted in his journal: 
‘I accompanied the Captain to see a garden 
made by the sailors, in which peas and potatoes 
had already been planted and appeared to be 
growing well’ (quoted in Rintoul, 1967: 21). 

Rossiter also kept livestock on an offshore 
island, including pigs, sheep and tortoises from 
Madagascar.

Despite the initial assumption that stands 
of large eucalypt trees must indicate rich soil, 
this was soon found to not be the case. ‘The 
soils were acidic, non-wetting, and deficient 
in trace elements… Only with the discovery 
of small pockets of more fertile soils was there 
any success’ (Wolfe, 2003: 28). Consequently 
gardens did not thrive for many years even after 
the establishment of a permanent settlement 
in 1826. Major Edmund Lockyer, and the 
guards and convicts he brought from New 
South Wales, were for the most part reliant 
on food brought in on the Amity. However 
Lockyer’s successor, Captain Joseph Wakefield, 
set the men to work cultivating vegetables in 
various places around the Sound. During his 
tenure only Green Island produced enough 
vegetables to keep scurvy at bay – for most of 
the time. Lieutenant George Sleeman, who 
replaced Wakefield, had 3 acres (just over 1 
hectare) brought under cultivation about 2.4 
km to the east of the main settlement which 
ran along Parade Street. This land supplied 
vegetables until free settlers also moved into the 
area and established their own gardens. These 
enabled the settlement to become slightly less 
dependent on the food brought in by ship, 
first from New South Wales and Van Diemens 
Land and later in small quantities from the 
Swan River.

The Reverend John Wollaston arrived at 
Albany in 1848, and commented in his diary 
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on the ‘fine vegetables’ then being produced 
(Henn, 1954: 40). Many of these came from 
Lady Spencer’s garden at Strawberry Hill 
farm He also mentioned that when he visited 
the Albany schoolmaster, Stephen Henry 
Knight, he saw a thriving garden with ‘trees 
of apples, pears, peaches, figs, mulberries, 
cherries and vines. He has, too, strawberries, 
raspberries and gooseberries’ (Henn, 1954: 
43). Perhaps Knight was using guano to fertilise 
the poor sandy soil, as mining had by this time 
commenced at the Abrolhos Islands, though 
some was also available locally from offshore 
islands where seabirds had nested over the 
centuries.

Vegetables were grown for at least fifty 
years for home consumption and limited sales 
to visiting sealers and whalers, and later to 
steamers as Albany developed as a coaling port. 
Production increased with the establishment 
of Chinese market gardens in the lower King 
River and Mira Mar areas, and a further boost 
came when the rail link to Beverly was opened 
in 1889. This provided access to markets in 
Perth, and later to the eastern goldfields. The 
government actually subsidised rail freight to 
the goldfields in the early years of the 20th 
century.

It had not been possible to supply the Perth 
market during sailing ship days, and even 
steamers generally only carried vegetables 
which could be used quickly if there were no 
chilling facilities on board. On-board chilling 
facilities meant that vegetables and fruit 
could be exported as far as Europe and this 

stimulated plantings, especially of apples. Fruit 
and vegetable growing which had previously 
been mainly a subsidiary activity (except for the 
Chinese) became an industry in its own right. 
As canning processes improved, this provided 
another method by which products could be 
sent to overseas markets.

During the latter years of the 19th century 
extra fruit, vegetables and hay was brought in 
by ship from Adelaide and then forwarded 
overland to Norseman and Coolgardie. The 
mineral field around Ravensthorpe was serviced 
through Hopetoun, on Mary Ann Haven. Soil 
and climate precluded Esperance, the main 
port used as a gateway for sending products 
to the northern goldfields, from becoming a 
significant cropping area until after 1945.

Potatoes
The potato is a forgiving vegetable which 
carried well on a long sea voyage and on arrival 
in a new country could be grown in many soil 
types, provided that the climate was relatively 
cool. A staple food in poorer areas of Europe, 
it is therefore not surprising that it was a 
vegetable of choice when settlers with capital 
began packing to come to Australia. Those 
who could arrange to bring provisions with 
them probably did not expect to eat potatoes 
themselves – they would have been included as 
a food source for their labourers.

To begin with potatoes were grown as a 
subsistence crop, for example those brought 
in on the Amity and planted by convicts under 
the direction of Major Lockyer. The first real 

boost to production only came when settlers 
began to meet the demands of visiting whalers 
who were ready to trade goods brought 
from America for fresh fruit and vegetables. 
Another purchaser was the Commissariat, 
and while this, technically, should have only 
supplied food to government dependents 
such as convicts, on a few occasions such as in 
November 1837 it was forced to supply food 
to others in the small settlement at Albany 
in order to prevent starvation. Demand 
sometimes outstripped local production, so 
in some years potatoes had to be imported. 
For example Reverend John Ramsden 
Wollaston complained in 1848 that he had to 
pay 10/- per cwt (51 kg) for potatoes which 
had been brought to King George Sound 
from Van Diemens Land on the Arpenteur 
(Henn, 1954: 43). Later, however, a group of 
Albany merchants were able to supply about 
15 tonnes of locally grown potatoes to whaling 
ships, these being sold for £180 (Dickson, 
2007: 263). The next big boost to production 
came when steamers began to call regularly 
at Albany to take on coal. They also picked 
up available vegetables, and about the middle 
of the 19th century the price of potatoes had 
risen to £16 per tonne (Garden, 1977:119). 
The outbreak of the Crimean War resulted 
in a severe disruption to shipping, and P&O 
withdrew their steamers. Potato growers 
suffered.

Production increased again when the 
discovery of gold at Coolgardie and Kalgoorlie 
opened a new market, but shipping was not 
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involved as vegetables were by that time able to 
be transported by rail. Increased production, 
however, soon meant that south coast potatoes 
could also be sent to overseas markets. During 
the week in September 1908 when the so-
called ‘Great White Fleet’ from the United 
States was being bunkered in Albany, the fresh 
produce taken on board included 60 tons of 
potatoes (though some of these might have 
been brought in from around Busselton and 

Bunbury). In 1910, 26 tonnes of potatoes from 
Tenterden were advertised as being available 
for shipment, while the following year 143 
tonnes were available (Laurie, 1994: 43). Potato 
farms were also established in the Grassmere 
and Denmark areas.

The disruption to shipping during World 
War I severely affected the export through 
Albany of potatoes as well as other products. 
The war effort necessitated, to a certain extent, 

the downsizing of regional ports with the 
exception of Bunbury. Some of the southern 
potato crop was railed to Fremantle prior to 
being sent overseas, as cool storage space was 
now available at Robbs Jetty.

Commercial production after that war 
increased and decreased as usual, depending 
on seasonal conditions and the overall 
economic situation. The greatest advances 
were made with the introduction of certified 
seed and recognition of the importance of trace 
elements. This latter had been discovered by 
researchers during the 1930s but was not widely 
adopted as a farming practice till after 1945, 
and is therefore outside the scope of this work.

Fruit
Fruit had been grown as an adjunct to other 
pioneering activities from the earliest times of 
European settlement (as distinct from itinerant 
activities such as sealing). Captain Joseph 
Wakefield and Sir Richard Spencer encouraged 
the planting of fruit trees and vines, Sir Richard 
anticipating that vines planted in the Mount 
Barker district would do as well as those planted 
in France. How right he was!

Despite early optimism, fruit growing 
did not become an important industry until 
railways were built, enabling fruit to be sent to 
markets in Perth and the eastern goldfields. 
The first overseas consignment of apples 
was sent from Mt Barker to England in 1888, 
with fruit being carried as deck cargo and 
packed in used beer cases with straw padding 
(Boon, 1957: 2). Commercial apple growing 
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Figure 161.  One 
of the first orchards 
to be planted in 
the Denmark area. 
Note the forest in the 
background. Photo: 
Denmark Historical 
Society.
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on a large scale, however, did not begin until 
the 1890s when orchards around Tenterden 
and Denmark were planted. During a three 
week period in 1905, 30 000 fruit trees were 
planted in the district surrounding Albany. 
As these trees came into production, exports 
in quantity began (Garden, 1977: 263–4). 
Much of the crop was sent to England, with 
smaller consignments to Germany, Sweden 
and Singapore. Fruit arrived at these northern 
hemisphere destinations in the ‘off season’ for 
their locally grown fruit, so if it arrived in good 
condition it generally fetched good prices.

It was advantageous to have fruit chilled 
during the voyage to Europe, so steamers with 
cool-room facilities were preferred as carriers, 
though of course other products such as 
meat were also sent overseas in these ships. 
While apples remained the premium crop, 
oranges, pears and stone fruits were also grown. 
Seasonal work was available to pickers and 
packers. Packing involved grading, wrapping 
in sulphide-impregnated paper and placing 
carefully into jarrah cases lined with woodwool. 
Fruit production therefore had a flow-on 
effect on the timber industry, as wooden cases 
and woodwool could be manufactured from 
flitches, the small off-cuts from logs as they 
were milled for other purposes. These had 
previously been considered rubbish, to be 
burnt. Subsiduary industries such as fruit 
canning and jam making also developed along 
with fresh fruit production.

During World War I the export of fruit 
was severely curtailed, as the German market 

was lost and Allied shipping was diverted to 
more essential duties. In contrast to this, fruit 
continued to pass through the port on its way 
to London during World War II:

...fruit was the only major commodity left for Albany. 
The port became dormant, the facilities run down or 
closed and Albany’s traffic, with only twenty six or 
twenty seven vessels each year, was less than it had been 
at any time since the 1840s (Garden, 1977: 321).

It was fortunate that better times lay ahead.

Tobacco
Tobacco is a drug of choice. Aborigines from 
the Western Desert were using ‘pituri’ tobacco 
from the native Nicotiana benthamiana for an 
unknown but probably very long time before 
Europeans first came to the area early in the 
17th century. For the Noongar it was an item 
of legal trade over long distances. Today this 
native tobacco plant is used in laboratories 
all over the world as a preferred medium for 
genetic research.

With European settlement came a demand 
for the tobacco native to North America, 
Nicotiana tabacum. Along the south coast it 
was first brought in by whalers, for example 
in 1842 Captain Charles Mugford of the 
whaleship Grotius sold 530 lbs (241 kg) of 
tobacco to John Hassell, while Captain John 
Hale of the whaleship Harvest sold one keg of 
tobacco weighing 120 lb (55 kg) ((Henn, 1954: 
201–202). It was used as snuff by men of the 
so-called ‘upper class’, though amongst them 
cigarillos were also coming into fashion. ‘Lower 

classes’ such as labourers and Aborigines either 
used clay pipes or chewed tobacco. It was such 
an important item in the illegal barter system 
which prevailed up until 1866 because sailors 
could make a profit of three or four times 
their original purchase price when selling to 
the settlers.

When available, tobacco was issued to 
convicts as a Sunday ‘indulgence’ which could 
be withdrawn as a minor punishment for bad 
behaviour. Lockyer’s journal for 14 January 
1847 notes that John Ryan lost his ration of 
tea, sugar and tobacco due to gross insolence 
and general misconduct (Shoobert, 2005: 11).

‘Sheepwash’ tobacco was also important in 
the pastoral industry, as it was the most effective 
(though still rather unsatisfactory) treatment 
for scab, a parasitic mite which had ravished 
sheep flocks since 1788. Before shearing it was 
suggested that sheep be dipped in a trough 
of tobacco juice and water, at a strength of 
two ounces to the gallon (approx. 60 ml/4.6 
litres) (Bain, 1975: 196). This raw tobacco, 
unfit for human consumption, attracted an 
import duty of one shilling per pound weight 
in 1844 (Fyfe, 1983: 66). Pastoralists saw this as 
an unacceptable impost, and it led directly to 
the widespread smuggling of tobacco through 
outlying ports.

The dramatic drop by 75% in import duty in 
1866 did much to curb the illegal importation 
of tobacco, though smoking and chewing 
tobacco remained expensive to import. After 
leaf began to be grown and processed in the 
Vasse district, purchasers were no longer so 
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reliant on imports from America.

Wheat
Very little land close along the south coast is 
suited to grain growing. This must have been 
disappointing for the early European settlers, 
especially as they often planted small plots 
soon after arrival in the hope that their families 
would quickly become self sufficient. Barley 
was a more successful crop, being tried around 
Fanny Cove and along the Kalgan River where 
five acres (2 ha) of barley was sown on land 
dug over by shovel.

Land behind the ports was once considered 
by many to be only suitable for grazing, 
but gradually some was put down to wheat. 
Optimists felt that millions of hectares of this 
land awaited development. George Cheyne had 
originally held land at Albany, but by about 
1836 had also taken up land at Cape Riche 
where the drier climate was more suited to 
grain growing. The first water-powered flour 
mill had been built in Albany before 1851 
(Crabbe, 1974: 71), but Cheyne’s wind-powered 
mill built in 1858 was a more elaborate affair. 
Flour at that time was costing buyers £26 per 
ton to import.

As European settlement became more 
firmly established Aboriginal workers were 
given a ‘wage’ of one pound (0.455kg) of flour 
per day (Garden, 139). This would of course 
have been distributed amongst various relatives. 
Malnutrition therefore often occurred amongst 
these people living on the fringe of European 
settlement. At about the same time Wollaston 

noted in his diary that ‘common labourers’ 
were receiving up to 14/- per day, which at 
the price then current would purchase 60 
pounds (27.5 kg) of flour (Henn, 1954: 200). 
This, however, may have been an extreme 
case considered worthy of record, as it is not 
reflected in other occupations at the time.

Andrew Dempster took up land around 
Esperance in the 1860s, while his brother 
Charles Edward (Edward) had settled at 
Stokes Inlet. Primarily involved with pastoral 
pursuits, the Dempsters also grew some wheat 
for their own use. It is not known whether 
they milled it on site using some form of 
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Figure 162.  Bags 
of wheat being 
loaded onto the 
steamer Kurnalpi 
c. 1915. Photo: 
National Library of 
Australia.
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primitive machinery, or whether the grain 
was taken to Cheyne’s mill for processing. It 
was to be many years before enough wheat 
was produced in the district to form an 
item of export, but by 1921 a member of 
the Legislative Council was to say ‘I predict 
Esperance will be the biggest wheat exporting 
port in Western Australia’ (Willmott quoted 
in Rintoul, 1967: 108).

Obviously some broad-acre grain planting 
continued around Esperance, as four ships 
loaded wheat there in 1934, though only 
two ships the following year and one in 1936 
(Rintoul, 1967: 112). There was consequently 
little need for the jetty, newly constructed 
at a cost to the state of £64 000, nor for the 
125 miles (200 km) of railway which cost 
£584 000 and was to bring inland grain to 

the port. The Esperance district is today an 
important agricultural and pastoral area, but its 
exports are mainly due to agronomical research 
carried out since 1945.

Wheat growing also continued in the 
hinterland of Albany, especially after the 
railway opened in 1889. ‘From 1907 bagged 
wheat began to flow through the port, though 
in the long run Albany was unable to obtain 
full benefits from the new trade because of 
her inadequate port facilities’ (Garden, 1977: 
264). Over the first decades of the 20th century 
this ‘inadequacy’ became centred on the lack 
of bulk loading facilities. Bunbury had been 
provided with these in 1936, and therefore 
drew some of the grain from centres which had 
previously exported through Albany. During 
Wold War II exports fell due to two factors. 
Much shipping capacity was (as usual) diverted 
to more essential duties, so that wheat had to be 
either stockpiled in bags at port, or diverted to 
Fremantle or Bunbury. Also, fertilizer imports 
were drastically cut during the war years and 
this affected farm production. Around Albany, 
as at Esperance, wheat growing and export 
increased after the end of World War II but this 
is outside the time scope of this work. The huge 
storage facilities to be seen today at Albany and 
Esperance hold grain which is grown further 
inland for export.
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Figure 163.  Wheat 
being brought to 
port by an eight-
horse team. Photo: 
State Library of 
Victoria.
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PASTORAL
Sheep
Albany was settled by Europeans at a time when 
squatters were taking up huge runs for their 
sheep in New South Wales and Van Diemens 
Land. As good land became relatively scarce 
in these eastern colonies, land seekers began 
to look to the west. Despite this, the first sheep 
brought in on the Amity were valued for their 
meat, rather than their wool. In fact, merinos 
brought in did not thrive on land along the 
coast where first European settlements took 
place. It was not until drier land around Mount 
Barker and along the Hay River was opened 
up that export of wool through the port of 
Albany could begin. Even in these two more 
promising areas, losses were sustained through 
stock eating several species of Gasrolobium, 
particularly G. bilobum (poison pea). Dingoes 
ravaged flocks, which were also frequently 
infected by scabies. Despite this: 

Early farmers concentrated on sheep rather than crops 
as flocks were cheaper and easier to run, the land in its 
original state was better suited to pasture (and extensive 
clearing was not necessary), and markets (and profits) 
were likely to be more secure (Laurie, 1994: 18).

The first large area of land to be devoted 
to wool growing for export was taken up by 
Sir Richard Spencer. In1834 he had brought 
in 500 Saxon merinos from Hobart, but lost 
over 300 of them on his Albany farm. His flock 
did not thrive until the sheep were moved to 
the better pastures along the Hay River, where 
their numbers quickly multiplied. The first 

direct shipment of about 3 tonnes of wool left 
Albany for Britain on the Hero in 1835, and 
Spencer sent his first clip overseas in 1836. 
This must also have been a small consignment, 
as by 1840 there were still only 2 210 sheep in 
the whole area. Spencer’s first consignment 
was valued at £84, but this was a meagre return 
when compared with whalebone and sealskins 
worth £630, and whale oil worth £320, exported 

from Albany in the same year (Garden, 1977: 
66). Sheep brought in from Sydney to build up 
flock numbers cost 20 shillings per head for 
transport, with fodder used during the voyage 
costing extra.

Not long before his famous overland 
journey with Wylie from Adelaide to Albany, 
Edward John Eyre had brought 1 450 sheep in 
to King George Sound on the barque Cleveland. 

 Bald Head to Cape Vancouver 281

Figure 164.   
Loading wool 
onto a surf boat 
for transport to 
the anchored 
Grace Darling 
at Fanny Cove. 
Photo: McKenna 
Collection.
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He sold some locally, but most of this large mob 
was subsequently overlanded under his care to 
the York district. The Henty family also brought 
in sheep by sea to Albany from their holdings 
along the Swan River, but some of their flock 
was also brought overland from there when 
they set up extensive runs around Kendenup 
in the 1840s. Even though losses continued 
to occur through sheep eating poison pea, 
over time more wells were dug to provide 
water along the stock-routes, which made 
long-distance droving less risky. Droving also 
minimised losses to be expected if sheep were 
transported by sea around Cape Leeuwin to 
south coast stations, before being either swum 
ashore or manhandled ashore in small boats. 
Gradually, natural flock increases on local 
stations meant that it was no longer necessary 
to either ship in live animals or overland them 
from further north.

In 1863 the Dempster brothers occupied 
41 000 acres (16 600 ha) in two holdings at 
Stokes Inlet and Esperance. Later these holdings 
were supplemented by land taken up in the 
Dundas Hills and Frazers Range areas, giving 
the brothers access to 1 500 000 acres (607 287 
ha). They had initially brought 518 sheep, 80 
cattle and 19 horses overland to their properties, 
but later augmented these by bringing in more 
stock by sea from Adelaide. By 1868 they owned 
5 000 sheep, 150 cattle, 20 horses and 24 pigs 
(Rintoul, 1967: 26–27). Their maximum stock 
numbers finally grew to 26 000 sheep, 1 000 
cattle and 200 horses (Rintoul, 1967: 182). Of 
course mobs were scattered, and would never 

have been collected together in these numbers. 
In the latter half of the 1800s wool overtook 
whale oil and sandalwood as the most valuable 
export from the south coast, partly because 
production of wool was increasing while that of 
the other two commodities was decreasing due 
to over-exploitation.

There is a description of carrying stock by 
sea from Adelaide to Esperance at the time 
when that port was booming, due to its being 
the port of entry to the goldfields further north. 
The Adelaide Steamship Company required a 
hulk at Esperance, so an opportunity arose to 
bring in 500 sheep from South Australia. Of 
these, 410 were loaded onto the hulk, and the 
remainder onto the towing vessel, the steamer 
Flinders. An unknown quantity of ‘heavy’ stock 
including a camel was also loaded onto the 
Flinders. For the expected six-day run, about five 
tons of hay was required. Sheep were penned 
both above and below deck on the hulk, and 
suffered terribly during a storm in the Bight. 
Alfred Brown was in charge of the sheep on the 
hulk, with several assistant stockmen known as 
‘swampers’. These men worked to buffer the 
stock with extra hay as the two vessels rolled 
almost gunwales under during this storm. 
Consequently only 25 sheep were lost, mostly 
from the Flinders, where also 50 head of the 
‘heavy’ stock did not survive. As the storm had 
set back the sailing schedule by four days, the 
animals must have been on desperately short 
rations towards the end of the voyage which 
probably helped contribute to losses. These 
losses were at the owner’s, not the carrier’s, 

risk (Murray, 2004 with reference to The West 
Australian Craftsman, 8 March 1939).

Much of the wool exported in the 19th 
century was washed on the station before 
shearing began, as this removed grease, sand 
and black tips if the animals had been run 
on land previously burnt to encourage new 
pasture growth. Washing made the wool lighter 
in weight as the grease was removed, and as 
freightage was based on weight this resulted 
in a saving in cost to the pastoralist. This was 
proportionally more important if cheaper 
wool such as locks and skirtings was to be 
shipped, but less important if the bale was of 
fleece which brought a relatively high price 
at sale, as the freight charge remained the 
same for both grades of wool. Many years later 
overseas buyers began to demand unwashed 
wool, which they found easier to process. In 
an interesting sidelight to packing wool, it is 
described how certain specially-marked bales 
from ‘Frazer’s Range’ station actually contained 
small consignments of gold, to be recovered 
at a later date from amongst the rolled fleeces 
(Rintoul, 1967: 36).

To begin with sheep on these remote 
stations were blade shorn, often in a bough 
shed. With prosperity and increasing flocks, 
specialist sheds were required but there 
remained the problem of getting the wool 
on board the vessels which were to take it to 
market. Shearing sheds were often built right 
on the beach if the station was lucky enough to 
have a sea frontage, and the methods of loading 
varied from one station to another:
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1. If there was deep water close to shore, 
the carrier vessel (initially a ketch or schooner, 
later a small steamer) would anchor close in. An 
endless line would be taken ashore, and using 
this, the shallow-draught ship’s boat or lighter 
loaded with bales would be pulled back to the 
carrier vessel. Here, the vessel’s own tackle 
would be used to lift the bales and swing them 
on board. Using the endless rope, the lighter 
would be hauled back to shore for re-loading.

2. If the inshore water was shallow, a ramp 
would be built out from the beach till at a bit 
below the shoulder height of a man standing 
in the water. A separate moveable platform 
was also built, consisting of ‘two long round 
oregon poles about 8 feet [2.4m] long, bolted 
across the middle with a number of boards’ 
(L. Douglas quoted in Marshall, 2001: 170). 
This moveable platform, when loaded with 
a bale, could be carried by four men, one at 
each corner. Bales of wool were brought to 
the beach by wagon or dray. The carrier vessel 
would anchor in as close as possible and loading 
would commence. The ship’s surf-boat would 
be lowered and five men set to work. One man 
would stay in the surf-boat, which was in turn 
anchored just beyond the breakers. One end 
of the moveable platform would be propped 
on the seaward edge of the ramp, while the 
other end was held up on the shoulders of the 
two men standing in the water. The other two 
men on the ramp would roll the bale from the 
wagon onto the platform, and then take their 
place in the water at the platform corners 
closest to the ramp.

The four men would then carry it [the bale] out 
through the surf with the poles on their shoulders; it had 
to be high on their shoulders to keep it clear of the surf 
and also to tip it into the surfboat. This was very hard 
work, especially if there was a bit of surf running. Can 
you imagine four men in the surf, up to their neck[s] 
with a bale of wool on a platform, cold and wet, hour 
after hour, working for about four pounds a month 
(Marshall, 2001: 170).

3. Where possible, the crew (understandably) 
preferred to load at a deep-water jetty.

In times of drought or other misfortune, 
it was sometimes more profitable to boil 
down sheep for tallow, used mainly in the 
manufacture of soap and candles, rather than 
selling their wool. Tallow dip candles were 
widely used by those who could not afford 
whale oil for lighting – and that was most 
people. A sheep in poor condition could still 
yield 11 or 12 pounds (about 5.25 kg) of tallow, 
which meant a return of 6/- per animal in 1849 
(Inquirer, 12 Dec 1849: 3b).

Small vessels such as Emma Sherratt loaded 
wool from the south coast over many years, 
and took it to centres where larger sailing 
ships such as Charlotte Padbury and Helena Mena 
collected it for transport to Marseilles, London 
or Hamburg. However, the introduction 
of steamships caused a change in shipping 
practise. Steamers had less trouble passing 
through the Suez Canal, cutting down transit 
time from Fremantle to these centres to about 
32 days. Wool would then reach its destination 
more reliably, in order to catch a desired sale. 
‘By 1892 steamers were clearing the Western 

Australian coast with cargo for England and 
Marseilles at the rate of one vessel every six 
days, and by the closing years of the nineties 
there was almost no wool leaving the coast 
by sailer’ (Fyfe, 1983: 210). Shipment costs 
included ‘primage’, usually 5% of total freight 
costs. Primage included the cost of insurance, 
plus occasionally a small payment made to 
the captain at the waterside, which was called 
‘hat-money’. While the total freight costs when 
wool was consigned by steamer were usually 5% 
higher than when the clip had been carried 
by sailing ship, because of the extra speed and 
reliability of steamers wool carried by them 
was charged up to 10% primage. Extra costs 
had to be weighed against anticipated income, 
with money being put ‘in the bank’ after five to 
eight months if wool was consigned by sailing 
ship, but only four to six months if consigned 
by steamer (Fyfe, 1983: 252).

Small consignments also went overseas 
on the mail steamers which called at Albany, 
mainly because these ran to a tight schedule 
and had a short turn-around time in port which 
restricted loading. The mail steamer Lusitania, 
for example, took on board 225 bales of wool 
while in Albany for less than three hours in 
January 1889 (Fyfe, 1983: 217). While waiting 
for a particular mail steamer to arrive bales 
were stored in one or other of the various hulks, 
often alongside pearl shell from the north 
which was also awaiting shipment on the fast, 
reliable mail steamers.

Wool from south coast stations was 
commonly transferred to Australian state 
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capitals either for direct sale or trans-shipment 
to overseas selling centres. Adelaide was often 
used up until about 1910, though Melbourne 
was used if the wool was destined for America. 
Both of these ports handled less wool from 
Western Australia after sales commenced in 
Fremantle in 1913.

Local processing of wool began at Albany in 
the early 1920s when the first venture was made 
into spinning and knitting, but Government 
assistance was needed to prop up this tertiary 
industry so far away from overseas markets 
during the depressed 1930s. The local (Perth) 
market was too small to make production 
anything but precarious up until 1945 when this 
study terminates, though the Albany woollen 
mill remained important as a place of local 
employment.

During both World Wars wool growers 
generally had stability because of compulsory 
acquisition of their product, though labour 
became a problem as men enlisted. Also, wool 
often had to be stockpiled at Albany jetty if 
it could not be railed to the bigger ports at 
Fremantle and Bunbury. Even when wool 
finally left ports in Australia, congestion in 
British ports often caused delays in unloading 
the clip. During World War II in particular, 
there was very little shipping movement 
through Albany, which was still only provided 
with an antiquated jetty rather than a modern 
land-backed wharf (Laurie, 1994: 128).

While most sheep were raised for wool, 
mutton was generally welcome on household 
tables. Mutton and lamb became important 

as export products after cold storage became 
available at Albany and on board vessels calling 
at that port. ‘Department of Agriculture figures 
for individual fat lamb zones showed that about 
30 000 of the 1937 carcases were exported from 
Great Southern and Lower Great Southern 
zones through Albany’ (Johnson, 1997: 199). 
Exports of meat fell off during World War II, 
along with the general contraction of shipping 
space for all but war essentials.

Cattle
The first cattle were brought to the south coast 
on board the Amity by Major Edmund Lockyer, 
arriving at King George Sound on Christmas 
Day 1826. These beasts were probably from 
Van Diemens Land, but their numbers were 
supplemented by others brought in on the 
Isabella from Port Jackson in 1827. For some 
years cattle were primarily used as working 
beasts, being considered too valuable to be used 
for fresh meat (especially as fish were plentiful). 
Certainly the theoretical daily ration of the 
convicts included one pound (454 g) of salt 
beef, but this was only available when a supply 
ship came in from Port Jackson or Hobart. Both 
Amity and HMS Mermaid were used in this role, 
but famine was often perilously close. The need 
for cattle was so great that the commandant at 
Albany declared at one time that all the beasts 
on board a vessel destined for Melville Island 
were ‘too sick’ to continue their journey, so 
they had to be off-loaded at Albany (West, 1976: 
79). Surely a rather unorthodox method of 
acquiring stock for the struggling settlement!

Sir Richard Spencer, Resident Magistrate 
and landholder at Albany and Hay River, 
brought in from Sydney sheep and two cows on 
the Lady Leith. Freight cost him £1 per head for 
the sheep, and £2 per head for the cows, plus 
forage. The cows were the foundation of his 
herd, and by 1847 he could write ‘…we killed 
a fine ox of our own breeding to have roast 
beef and plum pudding for dinner… We sold 
part of the ox for £8 10 0 and [also] have about 
200 weight [102 kg] in salt’ (Spencer quoted in 
Crabb, 1974: 35). The salt beef would probably 
have been sold to the Commissariat. This was 
to be the pattern for many years – cattle would 
be brought in by ship for the more affulent 
settlers, who would gradually build up herds at 
first for their own consumption and later for 
sale as beef or working bullocks. About 1860, 
when a P&O vessel was sighted from Breaksea 
Island, ‘a gun or rocket [was] fired to attract 
the attention of the town’, at which time the 
butcher would kill two beasts to provide fresh 
meat to the incoming vessel. After this need 
had been met, any remaining meat would be 
sold to the townspeople (Marshall, 2001: 188).

From the 1840s there had been some 
production of butter, however it was very 
expensive. The Reverend John Wollaston wrote 
that ‘butter…which is beyond our present 
means, 2/6 a pound’ (Henn, 1954: 43) At that 
time his stipend was about £50 per annum, so 
454 g of butter would have cost over a week’s 
income for him and his family. Those who could 
churn their own butter found easy sales, and 
the Dempsters at Esperance recorded sending 
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butter by sea to Albany in 1865 (Erickson, 
1978: 83). Dairying on a large scale along the 
south coast, however, lay 60 years in the future, 
though it never became an important industry 
in drier areas such as at Esperance.

Forested areas around Denmark, Walpole 
and Northcliffe had been sporadically used by 
cattlemen from the late 1800s, especially areas 
close to the timber milling towns. Use changed 
dramatically in the 1920s with the arrival of 
Group Settlers, many from England, would-be 
dairy farmers lured to the south-west by the 
promise of free land in return for clearing 
and developing it. This had a direct link to 
shipping, as many steamers now had on-board 
refrigeration and could therefore carry butter 
and cheese to Singapore, Britain and other 
destinations without it being excessively salted. 
This made it more palatable and led to further 
development of the industry, but Government 
restraints on Group Settlers setting up dairies 
meant that many could not survive without a 
supplementary income derived from collecting 
and selling possum and kangaroo skins.

The Albany Cooperative Butter Co. Ltd 
factory opened in August 1920, but it struggled 
because of competition from the Denmark 
factory which was processing much of the 
cream from the district. A scattering of small 
factories opened as land was brought under 
production, as even with motorised transport 
cream could not be taken far from the farm 
gate if it was to be processed before spoiling. 
Many of these factories were co-operatively 
owned, with farmers having a direct stake 

in the enterprise. Ancillaries such as bacon 
curing and cheese making often developed as 
part of the dairy industry. Another product, 
tinned condensed milk, did not need to 
be refrigerated, so could be carried on any 
available vessel calling to pick up timber, wool 
or just bunkering at Albany. Condensed milk 
became an important export item during 
World War I, when shipping space was limited 
and shipping schedules often interrupted.

Beginning in 1926, Western Australian 
dairy inspectors could order the destruction 
of tuberculosis-infected and later brucellosis-
infected cows, as recipient countries would 
not accept uncertified milk or milk products. 
At this time in Australia and other western 
societies tuberculosis caused more deaths than 

any other disease, so production control in this 
export industry had a direct and positive impact 
on general health in many countries.

During World War II the shortage of labour 
caused by men enlisting was partly alleviated by 
the introduction of milking machines. Dried 
and condensed milk was in demand both 
at home and overseas at this time (Laurie, 
1994: 135). The War Service Land Settlement 
Scheme implemented after 1945 led to further 
development in the dairying industry, but is 
outside the date scope of this work.
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hands at Bow River 
preparing to muster 
cattle, 1913.  Photo: 
Denmark Historical 
Society.
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MINING
Salt
This was the first mineral to be gathered in 
quantity by Europeans along the south coast, 
being needed by parties who used it to dry 
and preserve the many thousands of seal skins 
they harvested, mainly for sale in Canton (now 
Guangzhou). Lake Hillier on Middle Island 
provided salt for sealers such as ‘Black Jack’ 
Anderson, who made that island his base for 
operations in 1835–6. In 1885 two sealers were 
set ashore on Cooper Island in the Recherche 
Archipelago and managed to collect and salt 
109 fur seal pelts over nine days, each worth 
about 25 shillings (Dickson, 2012: 133). Of 
course salt was also used to preserve kangaroo 
and possum skins, and later sheep skins and 
cattle hides prior to export. It was also sold as 
a commodity in its own right, as early in the 
1830s James and John Henty had workmen 
harvesting it from Lake Hillier for transport 
and sale in Van Diemens Land.

Salt was also used to preserve fish for future 
consumption on board visiting ships. At King 
George Sound, Baudin wrote: ‘Every day we 
caught very large numbers of mackerel ...so 
much ...that even after our heavy consumption 
of them, we still salted several casksful’ (Baudin, 
1974: 493). He does not say where this salt came 
from, but it seems likely that salt from the lakes 
at Esperance as well as smaller saline lakes 
along the coast was commonly used to preserve 
fish. Other seafarers used salt to preserve seal 
meat, left-over food from their seal skinning 
activities.

Salt was still in demand for many other 
industrial uses after large scale sealing ceased. It 
was often used to make brine when mixed with 
ice, as this produced a lower temperature than 
ice alone. Brine was therefore used to keep 
food such as beef, mutton and fish fresh for 
longer periods during transport. Production 
at Pink Lake, near Esperance, began early in 
the 20th century. Here a collecting, crushing 
and bagging venture was initiated by Edward 
James McCarthy, and later taken over by the 
Salt Company of Adelaide:

The [steamer] Perth took over 2 000 tons of bagged 
salt. She was followed by the SS Chillagoe which on 
her three visits loaded 1 700 tons each trip. The SS 

Eucla also loaded the salt mainly for use in northern 
meatworks (Murray, 2004: 73).

Coal
Coal was the mineral to make the greatest 
impact on the port of Albany, even though it 
was not mined in the area. Bunkering is treated 
in some detail in an Appendix of this work.

The Reverend C. Nicolay reported finding 
coal in the Fitzgerald River area, but this 
deposit was too small for mining to be 
sustained. At the time when steamships were 
first visiting along the south coast, the lack of 
any deposits of quality coal in the whole state 
meant that sometimes wood had to be used 
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shallow Lake Hillier 
on Middle Island. 
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to fire their boilers. However, when available 
anthracite coal was much preferred as a fuel 
for steamers. Even after coal was discovered at 
Collie in 1889, it was not favoured in early years 
as it created too much ash. This was not such a 
problem in steam train engines and stationary 
engines, so Collie coal came to Albany mainly 
for these uses.

The first better-quality coal was brought in to 
Albany by the sailing vessels America, Margaretta 
Ida and William Stevenson in July 1852. These 
carried a total of about 3 000 tonnes of bagged 
coal, the two former vessels being off-loaded 
by ticket-of-leave men into a shed nicknamed 
the ‘Diamond Palace’, probably close to the 
seaward end of Bolt Terrace and near where 

P&O would later establish their coal dump 
and jetty. The William Stevenson was kept at 
anchor to load coal directly into the steamer 
Australia en route England to Port Phillip, and 
again on its return voyage. This has led to the 
William Stevenson sometimes being referred to 
as Albany’s first hulk, but after discharging its 
coal this vessel sailed to India and resumed its 
normal operations.

A visitor later commented on the ‘…six or 
seven coaling ships in the harbour, and huge 
piles of black diamonds on the shore’ (Harvey 
quoted in Johnson, 1997: 86). Time for the 
employment of coal hulks had arrived, the first 
of these being the Larkins (see entry). Vessels 
which had brought in coal for the onshore 
dump and hulks often had to take on sand 
ballast before leaving port, as there was an 
insufficient supply of goods leaving the small 
town to provide them with a full load.

Gold
An American whaler reminiscing about his 
time spent around the south west coast in the 
Pacific prior to1885, mentions that ‘gold in 
considerable quantities had been discovered 
by shepherds, about one hundred and fifty 
miles distant [from Albany] in the interior’ 
(Whitecar, 1885: 243). Despite hope, this 
El Dorado at Kendenup discovered in 1872 
yielded little gold and interest soon waned, 
especially after Charles Hall found rich gold in 
a creek in the Kimberleys. A more credible find 
was made by James Dunn in 1898 at Cocanarup 
a few kilometres west of Ravensthorpe, but most 
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Figure 167.  Much 
of the coal used 
for bunkering at 
Albany came on 
sailing colliers 
from Newcastle, 
NSW. Newcastle 
Harbour shown 
here c1873. Photo: 
National Library of 
Australia.
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of the miners attracted to this Phillips River 
field came from the surrounding district and 
from Norseman. They did not arrive by sea.

The greatest impact of gold on shipping 
occurred after the discovery of gold at 
Coolgardie, Kalgoorlie and in the Dundas 
Hills near Norseman. Miners disembarked at 
Albany, Esperance, Fanny Cove and sometimes 
smaller anchorages on their way to the fields. 
Esperance in particular was used by miners 
and would-be miners from the eastern states, 
and on one occasion ‘four hundred men 
arrived on one boat, en route for the Dundas 
goldfields. There was no accommodation for 

them in the town, so they slept on seaweed on 
the beach’ (Mrs Bostock quoted in Rintoul, 
1967: 39). Despite the hardships, over time 
the influx of miners brought development 
to southern ports. The increased demand for 
food on the goldfields led to an expansion 
of the fishing industry along the south coast 
after the successful establishment of ice works 
at Albany, and there were also expansions in 
dairy farming, and fruit and vegetable growing.

Goods unloaded at Esperance were taken by 
horse or camel teams north to the goldfields. 
About 20 horse teams and 100 camels worked 
the Norseman track, together carrying monthly 

about 120 tonnes, while 5 horse teams and 400 
camels worked the Coolgardie track carrying 
240 tonnes (Esperance Chronicle, 14 August 
1897: 3g). These figures are only an estimate 
of tonnage coming through the port in 1897, 
so have been converted from tons to tonnes 
without adjustment.

Gold was often moved by sea. The Austral 
left Albany bound for London in August 
1897 carrying 50 000 sovereigns and 10 741 
ounces of unminted gold from the newly-
commissioned Perth Mint, worth a total of 
£40 816 (Esperance Chronicle, 18 August 1897: 
2c), while the following month 1 500 ounces of 
gold was brought under escort from Norseman 
to Esperance to be taken on board the Helen 
Nicoll, bound for Adelaide.

So many people and so much wealth was 
being funnelled through Esperance during 
the mining boom of the 1890s, that it was 
even suggested the whole eastern goldfields 
area should secede from Western Australia 
and set up as a separate state with Esperance 
as its capital (see Links to Eastern States). 
Unfortunately freight rates to outlying ports 
were often based on factors other than 
distance, for example in 1898 freights between 
Melbourne and Esperance were more than 
double those charged between Melbourne and 
Albany, then a major coaling port. As colliers 
had to pass by Esperance on their way to Albany, 
this higher freight rate was naturally very much 
resented (Rintoul, 1967: 67).

While larger vessels brought in miners and 
heavy machinery, smaller schooners were often 
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glass plate photo 
(broken) of boxes 
of gold arriving 
at the Perth Mint 
in 1919. Photo: 
National Library of 
Australia.
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used to bring in explosives for the mines. For 
example the ketch Endeavour brought ten tons 
of dynamite from Adelaide to Esperance where 
it was unloaded, carried through the streets, 
and sent on its way to Norseman where it was to 
be stored in the newly-built powder magazine.

Following the installation of up-to-date 
diesel-powered plant on the Kalgoorlie 
goldfield in the 1930s, Esperance once 
again became an important transit port. In 
1936–7, the Lake View and Star Corporation 
constructed a tank to hold over 11 million 
litres of diesel fuel, and during its first year of 
operations some 15 265 tonnes of diesel passed 
through the port.

Other Minerals
Various minerals in small quantities were found 
in the Ravensthorpe district, and copper was 
spasmodically mined there from 1867. The 
first mine was developed by Thomas Sherratt 
who shipped the ore from Mary Ann Haven at 
Hopetoun. By 1905, steamers and schooners 
called at that port every few days (Archer, n.d.: 
19). Most mining had ceased by 1911, and the 
industry did not recover from the drainage 
of workers during World War I. Barytes was 
an exception, being so important as a white 
pigment during this war that it continued to be 
mined in small quantities. Graphite from the 
Frankland River area was another early export. 
Today minerals are exported from several 
southern ports, mostly from mines developed 
after the end of World War II.

FISHING
Aboriginal Fishing Techniques
The harvesting of marine resources probably 
began with the first arrivals along the south 
coast. The dated remains found at such places 
as Upper Kalgan do not necessarily give an 
arrival date for Aboriginal people in the area, 
though 21 000 years before present is indeed a 
very long time ago. Within the Noongar domain, 
at Walyunga remains have been dated to 29 
000 years ago. Fish bones are not particularly 
durable, especially small ones, so it is inevitable 
that the remains of shellfish form the most 
compelling evidence of Aboriginal feasts. These 
occur at various places along the south coast, 
such as Katelysia rock shelter near Denmark, 
Malimup Spring near Point D’Entrecasteaux 
and Little Boondadup River estuary on the shore 
of Doubtful Island Bay. Even more important 
are the remains of stone fish traps along the 
coast and in the estuaries of southern rivers, 
and the observations of people who witnessed 
Aborigines fishing in the early days of European 
settlement. Remains of fish traps are still being 
discovered, for example in late 2012 another was 
found in a tidal estuary east of Esperance. It was 
uncovered by traditional owners and members 
of the Gabbie Kylie Foundation.

Rose (1987: 65) suggests that fishing was 
unusual in that traditionally both men and 
women were involved in making a catch, so 
that division of labour was rather blurred in this 
activity. Certainly it was seasonal, depending on 
the movements of various fish species as well as 
climatic and tidal changes (Dortch, 1997: 29). 

He suggests that fishing was probably intensive, 
and carried out by groups seeking particular 
species. Groups which had scattered during 
winter and spring began to re-assemble about 
December, but the greatest numbers would 
gather in autumn as fish began schooling 
after the first autumn rains. A few hunters at 
this time could provide food for the larger 
congregations of people, so the fishing season 
became the time for social activities such as 
initiation ceremonies, exchange of goods and 
the settlement of disputes.

In Appendix 2 of his survey Dortch has 
listed several methods of fishing which he 
believes were carried out by the Noongar along 
the south coast. These may be summarised as:
1. Individuals spearing fish, sometimes at night 

by torchlight when the fish were torpid
2. Groups using tidal weirs which were 

composite wood/stone structures built 
along the shoreline of estuaries and tidal 
rivers

3. Groups using wooden traps along tidal and 
freshwater streams when winter runoff 
forced fish downstream

4. Groups driving fish into the shallows where 
they could be either speared or taken by 
hand

5. Groups driving small fish into barricades 
of brush

6. Groups pushing barricades of brush across 
pools or into shallows in order to entrap 
fish against the bank.
More detailed descriptions of these methods 

are given below.
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1. Lieutenant Philip Parker King in 1821 saw 
an Aboriginal using a single barbed fishing 
spear while the Bathurst’s boat was returning 
from Princess Royal Harbour to the brig 
which was anchored in King George Sound. 
This is the first of several descriptions of 
spear fishing (in the traditional sense) along 
the coastal zone. Spears were of course also 
used to hunt larger game, in which case a 
woomera would be used in conjunction 
with the spear, according to King who saw 

a young seal being killed. He and his crew 
bartered for several spears to be taken back 
to England as souvenirs, so probably some of 
these were fishing spears. In addition to the 
above, surgeon Isaac Scott Nind in a paper 
presented to the Royal Geographical Society 
mentioned that Aborigines sometimes 
fished at night, using torches of burning 
grass trees to find the sleeping fish, which 
were then speared. Some of the spears were 
fitted with the ‘sting’ from a stingray as the 

barb. He also records that they threw ‘pieces 
of limpet or other shellfish’ into the water 
to attract fish which could then be speared, 
a similar attractant to-day being known as 
‘burley’. Remains of this method are the 
small, round, unnatural depressions in the 
rock where the shellfish were ground. These 
may be seen in rocks around Wilson and 
Nornalup Inlets.

2. This method has left more tangible 
remains, the best known being the stone 
fish traps at Oyster Harbour which are 
now part of the Register of the National 
Estate. There is evidence of similarly 
constructed traps in Wilson Inlet, but it 
is possible that in both cases some stones 
have been at least partly re-arranged over 
the years following European settlement. 
Others were constructed across the lower 
reaches of the King River, but there are 
no remains still visible at this site (Robert 
Reynolds pers. comm., Jan. 2011). Several 
early visitors, beginning with Vancouver 
in the Discovery in 1791, left a description 
of these fish traps which were built in the 
shallows of inlets. They are constructed 
of low stone walls behind which fish 
were left by the retreating tide. Stone 
fish traps were also described by Baudin 
in his journal of 18 February 1803. He 
came across them in the saline reaches 
of the Kalgan River and likened them to 
dikes constructed in the form of locks 
(Baudin, 1974: 487). Traps were owned by 
particular family groups, though when in 
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Figure 169.  Fish 
trap in Wilson Inlet. 
Photo: Denmark 
Visitors Centre.
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full production large gatherings of people 
would come by right or invitation to share 
the catch.

3. There is anecdotal evidence of wooden 
traps, perhaps better described as stick 
traps, being in existence until relatively 
recent times (Aboriginal Elders at Albany, 
pers. comm., Jan. 2010). An imaginative 
depiction of wooden fish traps was made by 
artist Louis de Sainson who accompanied 
Dumont d’Urville on board the Astrolabe in 
1826. These traps are almost certainly shown 
as being immediately downstream of where 
the Upper Kalgan Bridge is now, in the 
area known as ‘two rivers’ i.e. where a rock 
bar prevents salt water from going further 
upstream. The river in the background of 
the illustration would be fresh. Other traps 
were built further downstream near the 
Lower Kalgan Bridge. These traps were 
later destroyed by European settlers so that 
their boats could move freely up and down 
the river.
Sticks or twigs probably played a part in the 

construction of stone traps, though they have 
since rotted away.

The remains of a wooden fish trap may still 
be seen in the brackish water of Blackwater 
Creek near Windy Harbour, but this seems to 
have been of different construction from those 
around Albany. It is unclear just how it was used 
(Dortch & Gardner, 1976: 265–267).

4 and 5 have left no tangible remains.
6. A contemporary description attributed to 

Dr. Alexander Collie in 1834 states that:

On the 24th October, at sunrise, my curiosity was excited 
by a hubbub in the settlement among the natives, and 
having gone out to see whence it arose, several of them 
were running at full speed to the beach and into the 
water, whilst others were taking different and opposite 
directions, and calling on others to inform them what 
was going forward. I soon learnt that a shoal of fish 

was on the shallows of the harbour; that those who made 
such haste to it were going to keep the shoal from getting 
into deep water, and the others were running for their 
spears and warning their comrades. As soon as the first 
party, consisting of two or three, got the fish at bay, the 
others took it coolly, and having arrived at the beach, 
commenced forming a pen or fold, if I may so call it, by 
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Morgan mending 
his nets near 
the mouth of the 
Denmark River. 
Photo: Denmark 
Historical Society.
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laying bushes out into two nearly parallel lines from the 
beach into the harbour where the fish were. These lines 
or sides of the fold were about 12 yards apart, and were 
continued about 20 yards, and then inclined to each 
other nearly at right angles to the first direction, and 
shut in so as only to leave a small space or gate open.
All this was done very leisurely without testifying any 
alarm, that the fish in the mean time might escape 
from their keepers. These latter seemed to have complete 
and easy command of their flock, keeping them in play 
and directing them in their progress with the utmost 
certainty, by beating the water with their spears.
The pen or fold being completed as mentioned, those 
who had been employed in its construction went to 
assist the fish herds to drive the shoal into it; and no 
shepherd and his dogs could have more readily penned 
his flock of sheep than those fishermen drove their finny 
prey into the enclosure. No sooner was this affected than 
the gate was closed by bushes from either side, and a 
general contraction of the fold was made from this end 
towards that of the beach. As this proceeded they became 
more and more active, until they had reached its interior 
to a few yards in extent and huddled the fish so close 
together that, getting alarmed, they began to bound 
over the bush fence, when the natives, now knowing 
that a further delay in the work of destruction would 
be a certain loss, speared and cast them on shore with 
an alacrity that shewed what agility and expertness 
they were masters of when required to be called forth.
Every hand engaged procured about a dozen, and I 
think there were ten of them. Nor was this the only 
shoal they caught that morning, so that they feasted 
all day to gorging, buried a quantity for another day, 
and gave us several.

EUROPEAN FISHING TECHNIQUES
The abundant fishing grounds of the southern 
coast were also important to the early European 
settlers. Fish species taken within sheltered 
waters included silver and King George whiting, 
tuna, cod and salmon. Outside the harbour 
were found herring, various snapper species, 
jewfish and (less commonly), marlin. This is a 
far from exhaustive list.

To begin with fishing was almost certainly 
a subsistence occupation as it had been for 
thousands of years, though Aborigines had 
managed things better, with their extremely 
complex exchange system following catches. 
Commercial fishing on a larger scale came a 
little later, but as early as 1834 locally caught 
fish was being sold in Albany for two pence 
per pound weight (0.46 kg). This was cheap 
in comparison with kangaroo meat, which 
sold for five times that price (Crabb, 1974: 32). 
Commercial fishing within sheltered waters 
could be undertaken by anyone with access 
to a small boat, and because stocks were so 
plentiful in all inlets there was little need to 
venture outside these waters. Fishing remained 
a small-scale local occupation until steamers 
began to use the port at Albany for bunkering 
and, in some cases, to exchange mail. As well 
as coal, these vessels very often took on board 
fresh water and food. Perhaps some of this 
food included fish from an innovative trap: ‘An 
Albany fisherman has ‘padlocked’ a shoal of 
schnapper [sic] with a double line of net. They 
are caught as required’ (Esperance Chronicle, 11 
August 1897: 3c). By 1898 over five hundred 

steamer passengers were passing in and out of 
the town each week (Garden, 1997: 246).

Opening of the railway line to Perth also 
boosted the fishing industry along the south 
coast, especially after freezer works were 
established at Albany in 1899 as this enabled 
fish to be sent through to the eastern goldfields. 
Unfortunately the ice-works later changed 
hands and were shut down, which led to severe 
depression in the industry as fishermen found 
it very difficult to bring enough ice from 
Fremantle to freeze their catch and then send 
it on to the goldfields. Small canneries were set 
up in Albany, and also in a few more isolated 
places such as at the mouth of the Jerdacuttup 
River east of Hopetoun (though the main boost 
to fishing in this area came with the opening 
of ice-works in Hopetoun itself). This cannery 
began operations in 1943, and allowed catches 
to be sent directly by rail to Perth.

The number of licenced fishing boats over 
several years gives an indication of the growth 
of the industry. For example in Albany there 
were 14 working boats in 1902, 21 in 1912, 28 
in 1922, 34 in 1933 and 32 in 1938 (Wright, 
2000: 13). Deep sea trawlers such as the 
Bonthorpe eventually entered the industry. This 
vessel fished out of Albany prior to World War 
II but spent the war years as a requisitioned 
vessel, helping to guard Fremantle harbour 
(McKenna, 1981).

Sealing
The main seal catches taken along the south 
coast of Western Australia probably comprised 
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three main species. While the Australian 
Fur Seal Arctocephalus doriferus is no longer 
found here, this is possibly the result of over-
harvesting in years past. The main resident is 
now the New Zealand Fur Seal Arctocephalus 
forsteri which originally bred around Tasmania 
and southern Australia as far west as Kangaroo 
Island, but for some years has been extending 
its range further west. Fur seals have a dense, 
velvety underfur which is partly hidden by 
the more visible outer guard hairs, and were 
therefore hunted for their pelts. The Australian 
sea lion, Neophoca cinerea was also hunted, but in 
this case the desired product was the extremely 
tough hide, suitable for making such things 
as the soles of footwear. Carcasses of seals and 
sea lions were sometimes also boiled to obtain 
their oil. Sub-Antarctic fur seals and leopard 
seals are occasionally sighted; however it seems 
unlikely that they ever formed a significant part 
of the seal catch. In this work, ‘sealing’ is used 
to cover the taking of both seals and sea lions.

Sealers and whalers probably both began 
to exploit the riches of the south coast of 
Western Australia at about the same time, that 
is, in the very early years of the nineteenth 
century. Certainly they preceded European 
settlement at Albany by a quarter of a century. 
The first whalers came westward from England, 
using the roaring forties to cross the southern 
Indian Ocean, while the first sealers were 
probably from the New England district of 
North America (Wace & Lovett, 1973: 9). It 
was common for crews to be of mixed races 
and nationalities, American crews often 

including ‘Negroes’ who were employed under 
the same lay system as others in the crew. It 
is, however, interesting to speculate whether 
some American crews were composed of all free 
men, or whether some of the ‘Negroes’ were 
in fact slaves. Certainly at this time slavery was 
still operative in several American states, and 
it is quite possible that the practice was seen 
as a cost-effective method of recruiting labour. 

Sealing was an industry requiring little 
capital, in that any man with a knife and a 

stout club could join a sealing party. The 
animals were clubbed to death rather than 
shot as this too often damaged the valuable 
skin. Shooting also frightened other seals on 
the beach. Sealing parties were often dropped 
off at likely sites and picked up weeks, or even 
months, later. A Western Australian newspaper 
reported:

The ‘Thistle,’ (from Launceston to Fremantle) on 
her way to this port left two boats well manned some 
distance to the east of King George Sound, to collect seal-
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sealing boat on the 
beach at Deception 
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skins, which abound in that quarter; the speculation, 
it is anticipated, will be a profitable one (Gazette, 1 
February 1834: 226c).

To cure the seal hides, particularly in 
cold and damp conditions, large amounts 
of salt were required. While this was always 
available through boiling sea water, it was a 
time consuming business. A better option was 
to harvest evaporated salt from lakes such as 
that on Kangaroo Island, Middle Island and 
Pink Lake near Esperance. Salt collection must 
always be considered as an adjunct to sealing.

As well as Americans and French sealers, 
others in the early years of the 19th century 
came from settlements in the Eastern States, 
particularly Van Diemens Land. To a certain 
extent the sealing and whaling industries 
overlapped, the whalers sometimes taking seals, 
while the sealers who had less equipment and 
capital resources to pursue their trade were 
more likely to have been like everybody else – 
only able to take advantage of whale carcasses 
when they found them on the beach.

The two industries may have overlapped 
more had whaling not been carried out mainly 
between June and November, while sealing took 
place mainly between November and March. 
Seal pups spent the summer months ashore, 
so the females were often ashore feeding their 
pups or resting, and on land seals were more 
easily taken. During the cooler months the 
females and maturing pups began to spend 
much of their time at sea. To this extent the 
whalers and sealers tended to be hunting in the 
same area at different times of the year. There 

was a further overlap in that sealers always 
worked from a shore base, but whaling crews 
also found it was easier to try out the blubber 
on shore than on board the whaleships, and 
in some cases the same convenient bay-side 
sites were used for both operations. It may be 
argued that, as parties of sealers and whalers 
(but particularly the former) spent so much 
time ashore, they were the first non-Aboriginal 
settlers in the area.

It is interesting to examine returns from 
this harvesting of the two main commercial 
operations in the early 19th century:

The comparative prices of whale and seal oils are 
shown…for the year 1836, in London.–Sperm oil, £44 
per ton; other whale oil, £24/10/0 per ton; Spermaceti 
£57 per ton; whalebone [baleen] £22 per ton; seal 
oil, £27/10/0 per ton.
It will be seen that seal oil was worth more than black 
whale oil [all whale oil except sperm oil], yet 
usually the sealers left the carcases after taking the 
skins. In this way much valuable oil was lost (Lawson, 
1949: 50).

On 17 February 1803 Nicholas Baudin 
anchored the Géographe in King George Sound. 
Six days later Captain Isaac Pendleton on the 
American sealer Union also dropped anchor 
in the harbour. For some of that time, Baudin 
had been away exploring Oyster Harbour 
and the lower reaches of Rivière des Français 
(now Kalgan River). Concurrently, he sent 
Midshipman Jacques Joseph Ransonnet to 
examine the coastline eastwards to Bald Island, 
and on this task Ransonnet had encountered 

Pendleton who was then on his way to King 
George Sound. Later, hearing from Pendleton 
of the meeting, Baudin, who had never been 
there, named the inlet where they had met 
‘Port des Deux-Peuples’ (Two People Bay). This 
is documentary evidence of sealers working the 
area well before European settlement, though 
of course there may have been even earlier 
unrecorded visits.

In 1806–7 a record cargo of 87 080 seal 
skins was shipped from Sydney to Canton 
(Guangzhou) on board the vessel Favourite, 
and in April 1819 the brig Jupiter returned 
to Hobart from a harvesting expedition with 
3 200 seal skins and 2 400 kangaroo skins on 
board for export. The brig Nereus (124 tons) 
departed Sydney on 9 November 1824 and 
sealed along the south coast, returning to 
Sydney on 11 March 1825 with 8 500 skins. 
Only a couple of weeks later the schooner 
Liberty (40 tons) landed 1 500 skins at Sydney. 
Many of these skins probably came from waters 
along the southern coast of Western Australia. 
In 1826 seal skins sold for £1 4s 0d each, and 
this increased to £1 7s 0d in 1829, which made 
sealing a very valuable industry indeed.

In 1824, on an average sealing vessels were 
worth £3 000, this being the cost of hull and 
working outfit, and were usually each manned 
by twenty to thirty men (The Australian, 28 
October 1824: 3c). ‘By 1825 fur seal colonies 
in Australia may have yielded 300 000 or more 
skins. Of these, at least 70 000 are thought 
to have emanated from Kangaroo Island 
and islands further west’ (Bryden, Marsh & 
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Shaughnessy, 1998: 146). Most were destined 
for market in the trading centre of Guangzhou, 
and distributed from there to various parts 
of the world for final use as pelts or hides, 
depending on the species. By 1842 the sale of 
a sea lion skin in Australia was ‘worth between 
four and five shillings; that of the fur seal 
fetched nearly fifteen shillings at King George’s 
Sound and has been sold in London for £2.2.0’ 
(Rintoul, 1967: 19). Since sealing in Western 
Australia preceded European settlement, 
the profits of the first ventures were realised 
either in the eastern states or overseas. It was 
not until 1839 that Elizabeth, owned by Lionel 
Samson and under the command of Captain 
Grey, began sealing. This was probably the first 
vessel from the Swan River to be engaged in 
the industry.

Sealers have been described as men who 
were ‘largely the dregs of the penal settlements 
in Eastern Australia’ (Garden, 1977: 13). 
In early years they were notorious for their 
treatment of Aborigines. Abduction of women 
was common, and often resulted in bloodshed. 
Women were taken far away from their tribal 
territory, with little hope of returning. The 
most notorious sealer in this regard was ‘Black 
Jack’ Anderson, who based his operations 
on Middle Island before the small cutter 
Mountaineer was wrecked at Thistle Cove in 
1835 (see entry). Unfortunately for them, the 
survivors sought shelter with him on Middle 
Island. Anderson did not limit his inhuman 
treatment to Aborigines. He also mistreated the 
mixed group of sealers under his command, 

with the result that the ‘boys’ James Newell 
and James Manning begged to be set ashore 
on the mainland. They intended to walk to 
Albany. The reports are rather complex and 
occasionally contradictory, but it seems that 
after taking their savings and refusing them due 
wages, Anderson finally let them go but without 
provisions for the journey. They might well have 
perished but for the assistance of Aborigines 
who gave them food and water.

While it is generally accepted that numbers 
of Aboriginal women and their children were 
brought with them from eastern settlements, 
it is clear that along the south coast of Western 
Australia the sealers were also murdering 
Aboriginal men in order to kidnap their 
women. Only two days after Major Edmund 
Lockyer and his men disembarked from 
the Amity at King George Sound, an attack 
was made on them which upon enquiry was 
found to be revenge for atrocities previously 
committed by sealers. Some time previously 
an Aboriginal man had been shot and another 
slashed by a cutlass on Green Island, while four 
women had been taken by the sealers. One 
woman was later rescued from Eclipse Island by 
Lockyer’s men, and her captor, a man named 
Bailey, was sent to Sydney for trial. Others 
involved in the killing, assault and kidnappings 
escaped justice by being taken on board a 
visiting ship (Garden, 1977: 32–33).

In early 1841 when William Nairne Clark 
led an expedition from King George Sound 
to Deep River, he unexpectedly found six 
graves on the shore at Nornalup. They were 

laid out European-style from east to west, and 
he remarked that ‘…some years ago several 
white men left King George’s Sound for Port 
Augusta [east of Cape Leeuwin], and were 
never seen afterwards, and I heard, although I 
cannot vouch for the authenticity of the story, 
that murder had been committed by the sealers 
and the blacks, indiscriminately’ (Clark quoted 
in Hercock et al, 2011: 228). The reputation 
of sealers was probably well-earned, though 
in this case there is some doubt as to who the 
perpetrators were or even whether a crime 
had been committed. As the deaths were not 
reported at Albany it seems likely that they were 
the result of criminal action.

The first ‘local’ sealing operations following 
those undertaken by teams from America, 
Tasmania and the Bass Strait islands, were 
organised by both George Cheyne and Thomas 
Brooker Sherratt during the 1830s. At this time 
they were working to establish their varied 
business interests around the Albany district. 
‘Sealskins were Albany’s first export, in1835 
skins to the value of £1 500 being handled. 
At that rate of killing, seals were virtually 
exterminated within a few years… In 1843 only 
18 skins were exported’ (Garden, 1977: 63).

Only three weeks after landing at King 
George Sound, Lockyer suggested that the 
islands along the southern coast should be 
protected from over-exploitation by sealers. He 
felt that: ‘A Government Vessel or small man 
of War [should] be Kept for the purpose of 
cruising… this would check a great deal of the 
lawless proceedings now going on…’ (Lockyer 
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in Shoobert, 2005: 12). Such a move would also 
have other benefits; it would provide protection 
from possible French settlements and prove a 
‘nursery for Seamen.’ (Shoobert, 2005: 18). 
When surgeon Alexander Collie visited Coffin 
Island in June 1831 to hunt seals for the convict 
establishment, he found very many seal bones 
but no living animals. His hunting party took 
about 300 petrels (mutton birds) instead.

The larger sealing operations moved to 
more isolated places such as Macquarie Island 
as the numbers of seals and sea lions along the 
south coast declined to such an extent that an 
income from sealing could only be used to 
supplement income from other sources, such as 
pastoralism. While a closed season was imposed 
in 1892, sealing continued spasmodically in the 
open season along the south coast into the early 
twentieth century:

The sealing ketch Kia Ora (Captain Cabe) came into 
Esperance bay during the week. It is understood that 
owing to the fall in the price of skins the party will be 
disbanded, and operations cease. With this end in view 
they intend to proceed to Albany (Western Argus, 31 
August 1920, Supplement: 10b).

Archaeological remains of the sealing 
industry are still to be seen within Sealers Cave 
in the Recherche Archipelago. These consist 
of rolled-up skins, blocks of salt and boat sails, 
probably left behind by one of the last sealing 
ventures in the area. The closed season was 
later extended to become a total ban on the 
killing of seals and sea lions.

Whaling
Beached whales had probably been an 
opportunistic source of food used by Aborigines 
for thousands of years before commercial 
whaling began along the southern coast. When 
a stranding occurred, the carcase would belong 
to the family group who had a particular claim 
to it in that area. Other people would gather by 
right or invitation to share this (often scarce) 

source of protein. While beachings were 
unpredictable, they possibly happened more 
frequently than they do now, because there 
were more whales in the general area.

Three whale species are most often 
associated with post colonial whaling activities 
along the south coast of Western Australia:

The sperm whale Physeter catodon was the 
most keenly sought, as besides providing the 
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best oil after rendering the blubber in trypots, 
it had a store of highly prized spermaceti in 
its head. This clear liquid cools to a white 
wax which burns with a smokeless, bright 
light, making it particularly suitable for use 
in lighthouses until whale oil was replaced 
by kerosene. Sperm whales also occasionally 
develop a dark sticky resinous secretion of bile 
around the beaks of squid, the main food of the 
animals, when these irritate the lining of the 
whale’s stomach. This ambergris was previously 
used in the perfume and pharmaceutical 
industries, being found in the intestines 
of freshly killed animals. After commercial 
whaling ceased, ambergris was sourced from 
pieces excreted and then washed ashore. 
Sperm whales are truly pelagic, normally being 
found well offshore. As they were toothed 
whales they yielded no baleen, commonly 
called whalebone, the stringy plates through 
which plankton is filtered. At various times 
baleen was more valuable than oil (Stonehouse, 
1985: 132–133).

The southern right whale Eubalaena australis 
was so called as it was the easiest to kill and 
continued to float after the animal’s death, 
making it the ‘right’ whale to hunt. It was 
the first whale to be targeted during the 
years of commercial whaling, which began 
with exploitation of northern right whales in 
European waters in the 17th century. Right 
whales also provided the most oil per animal 
killed.

The humpback whale Megaptera novaeangliae 
provided both oil and baleen, but in much 

smaller quantities than the right whale. It 
was hunted close inshore during the annual 
migration from Antarctica to the Kimberleys 
and back, preferably when it was heading north 
with a thick layer of blubber. The whales did 
not eat while in the north, and so rendered 
much less blubber when on the return journey. 
Oil from whales other than sperm whales was 
referred to as black oil.

There was occasional use by Europeans of 

whales for meat. Reverend Wollaston wrote:

What will be thought of our eating Whale?–which we 
have done. There is a part under the ribs wh[ich]
is really very eatable, & tastes as like beefsteak as 
can be–I have tasted many a worse real Beefsteak in 
England. The lips also of this Leviathan are eatable, 
& something like Brawn. Whales are caught in 
abundance along our Coasts, and in the Bays, but 
the Americans have the fishery all to themselves, so 
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supine is our own Government; & a very lucrative 
business they make of it. After this statement, it will be 
readily imagined how acceptable to us must be a joint 
of Beef or Mutton–Such a treat, however we can very 
rarely indulge in for the present; either being 15 d per 
lb & not always to be had (Bolton, et al. 1991:143).

Most whales, however, were taken for their 
oil. By far the biggest catches were taken by 
commercial whalers working from whale-
boats sent out from whaleships from various 
places around the world. Others were taken 
from whale-boats operating from shore-based 
stations, many of these being West Australian 
owned. Having been rendered down the oil 

was stored in barrels, most of which held 143 
litres. The barrels were assembled as needed, 
being stored as bundles of staves and hoops 
until that time.

Baleen whales also provided whalebone, 
this actually being plates of keratin, somewhat 
frayed, in the mouth through which the animal 
sieved food from the seawater. ‘Baleen, when 
split, found many uses where strong but very 
springy material was required, such as corset 
stays, umbrella ribs and whip handles’ (Worsley 
et al , 2008: 337). It was sold by bundle, each 
weighing about 1 cwt (51 kg). The value of the 
bundles depended on length – ‘size’ bundles, 

i.e. over 6 ft (1.83m) sold for twice the price 
of ‘undersize’ bundles which were less than 6 
feet (A. Wolfe pers. comm. to R. Anderson, 2 
Feb. 2012).

The rewards of whaling in a prolific 
area could be substantial. For example, the 
whaleship Julius Caesar had cost shareholders 
at New London, Connecticut, $17 043 to fit out 
in 1841. Twenty months later it returned with 
some whalebone and 2 251 barrels of oil which 
together brought $32 445 when sold. Lays for 
Captain Gibson and crew of twenty nine would 
have had to be paid, and the vessel repaired 
and provisioned for the next venture, but 
even so this was a satisfactory return on initial 
investment (statistics obtained from Dickson, 
2007: 209). Other voyages were even more 
profitable, but there was always the possibility 
of losing both vessel and oil collected, and the 
possibility of loss of life. Some vessels were not 
insured.

Just as Aborigines had taken advantage of 
beached whales, so after European settlement 
did the colonists. There is a description of how 
in 1897 Esperance people dealt with such an 
occurrence:

They had a whale, which to me, looked quite three 
hundred feet long; men had cut a hole about seven 
feet square in its back and were pulling fat and whale 
bone from it with a winch. It was something I had 
never seen before. It is recorded that this whale was 
washed ashore and was cut up by local residents and 
boiled down in four hundred gallon tanks. A local 
syndicate obtained the oil from this whale and netted 
a profit of approximately £150. (Mrs Baker quoted 
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in Rintoul, 1967: 64).

The advent of whaling along the south 
coast also affected Noongar people in that 
the industry provided whale meat which to 
whalers was a waste product. However, most 
whaling was done over the winter months when 
tribes traditionally moved inland. Whaling 
therefore interrupted the seasonal movement 
of Aboriginal people. By the time catches 
declined and the whalers left, coastal lands 
had been alienated by European settlers, so 
Aborigines were no longer welcome on their 
former lands. Aborigines were, of course, 
affected in other ways such as the murder of 
men and stealing of women. The introduction 
of tribes-people from other areas, particularly 
Van Diemens Land and even of Afro-Americans 
brought in on whaleships, resulted in disruption 
to the strict rules governing social organization 
which underpinned their cultural world.

The Elligood and Kingston, owned by Daniel 
Bennett of London, arrived off the south coast 
in 1800 so beginning historical whaling in this 
area. These two vessels approached from the 
west, but were quickly followed by vessels from 
the settlement at Van Diemens Land. Probably 
whaling was carried out in conjunction with 
sealing, depending on the season and what 
animals were available, though if whales could 
be caught they provided a better return than 
seals which yielded little oil, and were more 
commonly slaughtered for their skins.

The presence along the coast of foreign 
whaleships provided an excellent opportunity for 
barter and monetary trade between white settlers 

and the captains and crews of these vessels. 
Foreign whalers known as ‘Notion ships’ brought 
in goods which the settlers needed, such as 
household and dress fabrics, sugar, footwear and 
bullets. These goods were often exchanged for 
fresh vegetables, meat and other farm products 
rather than cash. Potatoes reached the value of 
£25 per ton, leading to farmers increasing their 
acreage. Such barter was acceptable to both 
parties directly involved, but it brought in no 
customs duties to the authorities, especially when 
high-value items such as brandy and rum were 
traded. As early as 1843 there were attempts made 
to regularise the activities of foreign whalers, 
including that they were no longer allowed to 
catch whales within 3 miles of the coast. Despite 
the threat that contravention ‘will Make Their 
Vessels Liable to Seizure for the Breach of the 
Laws’ (Phillips, Government Resident Albany, 
quoted in Dickson, 2007: 229), these attempts 
were generally unsuccessful because they could 
not be policed.

The first vessel to be built of local timbers 
and used in bay whaling and sealing ventures 
was the Lively, built at Torbay in 1833 and 
owned by John William Andrews. The Lively 
was used mainly between Cape Leeuwin and 
the head of the Great Australian Bight in South 
Australia, though as a general carrier when 
not whaling and sealing longer voyages were 
undertaken. Thomas Brooker Sherratt, William 
Lovett and David Dring (who had previously 
owned the Isabella as related in Part I, and was 
later to become master of the colonial schooner 
Champion) combined resources in1836 to set 

up Western Australia’s first substantial shore-
based whaling station, on the south-west side of 
Doubtful Island Bay (Wolfe, 2003: 31–32 ). This 
venture was so successful that George Cheyne 
and the American Captain Francis Coffin of 
the whale ship Samuel Wright were also attracted 
into the industry, possibly at Two People Bay. 
Theirs was a composite venture, utilising both 
their shore based facilities and Coffin’s ship, 
until this was wrecked at Koombana Bay. The 
Samuel Wright was only one of many foreign 
owned ships to arrive at the whaling grounds 
during the 1830s and 1840s.

American deep-sea whalers were soon 
joined in the industry by the French, the first 
of their ships to arrive being the Heroine in 
1838. The French even sent a naval frigate, 
L’Harmonie, to protect their whaleships while 
they worked in the Southern Ocean. Wolfe has 
compiled a list of whaleships working east of 
Albany, particularly between Two People Bay 
and the Recherche Archipelago over a four 
month period in the summer of 1840–41. From 
the list of their catches when these are available, 
he has calculated that ‘over 200 whales may 
have been taken during this period’ (Wolfe, 
2003: 38). In 1842 there were thirteen whalers 
at Albany recruiting crew, two of them being 
French and the remainder American (Sydney 
Morning Herald, 1 November 1842: 2a).The 
catch generally consisted of sperm whales, 
humpbacks and the slow-moving right whales, 
though other species were taken when they 
were encountered.

Despite whalers and sealers having an 
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exploitative relationship with Aborigines during 
the early years, by the middle of the 19th century 
many Aboriginal men found employment on 
board whaleships and at shore-based tryworks. 
They took the place of whalers who were 
increasingly leaving that industry to move 
inland to become station hands and sandalwood 
cutters. Aborigines probably found this work an 
economic necessity due to the alienation of their 
tribal lands, but as whalers ‘they were accepted 
into the industry and received the same lays and 
conditions as their European colleagues’ (Wolfe, 
2003: 46). While these were settled by agreement, 
lays (earnings) were usually distributed as follows: 
one third to cover the cost of the voyage, one to 
the owner as profit, and one to the crew. The 
crew’s third would be further divided, a typical 
mid-century distribution varying according to 
the number of men on board, their experience 
and other factors:

Captain 1/4 share
1st Mate 1/6
2nd Mate 1/15
Boatsteerers, Cook & Steward 1/38
Pulling hands 1/48
Deckhands 1/70
These figures have been calculated from 

statistics given in Colwell (1969: 48) and 
Dakin (1977: 126). By the mid 19th century 
it is possible that up to 30% of the whaling 
workforce was made up of Aborigines, and 
the money they made in the industry brought 
increased social status for at least the next few 
decades.

As with sealing, the level of exploitation of 

whaling stocks could not be sustained. More 
and more whaleships and bay whaling stations 
meant increased competition at a time when 
kerosene was beginning to replace whale oil 
for lighting and heating. The last sailing whaler 
in the area was the Platina from New Bedford, 
which in 1887–8 took 1 670 barrels of sperm oil 
and 150 barrels of right whale oil. However it is 
possible that not all of this came from southern 
waters. (Dickson, 2007: 621).

Whaling continued, but with motorised 
vessels and without providing the huge 
profits of earlier years. By 1914 the industry 
was moribund, but World War I provided a 
short boost as glycerine from whale oil was 
an essential ingredient in the manufacture of 
explosives. It was also used in the tanning of 
leather for boots, soap and very high grade 
lubricating oil. Made into margarine, it was 
an important source of animal fat in wartime 
when butter was scarce. By then technological 
advances in the industry meant that hand-
thrown lances had been replaced by explosive 
harpoons fired from swivel guns. Wireless 
communication eventually became possible 
between vessels and the shore, and even to the 
outside world via telegraph and the undersea 
cable.

In this new era of whaling, the Norwegian 
company Chr Nielsen and Co. through its 
subsidiary the Spermacet Company built a 
processing factory at Frenchman Bay in 1914. 
This locality had the advantages of being 
protected from winter storms by Flinders 
Peninsula. It also had a natural granite slipway, 

and fresh water was available nearby from the 
stream previously used by whalers, sealers and 
explorers. This shore-based facility replaced 
their factory ships, the sailing whaleship Prince 
George, and the steamer Vasco Da Gama. The 
company continued to use the motorised 
chasers Fynd and Klem. Later, Commonwealth, 
Karrakatta, Eagle and Hawk joined their chaser 
fleet. In 1916, 10 000 barrels of oil were obtained 
(Garratt, 1994a: 9). ‘By any standards the 
Norwegian presence was not inconsequential. 
The shore station was the largest and most 
successful industrial processing complex the 
region had ever seen’ (Dickson, 2007: 83). 
Despite this, production again declined, to be 
revived again with the formation of the Cheynes 
Beach Whaling Company following World War 
II. This most recent phase of whaling therefore 
falls outside the scope of this book.
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TIMBER
The dense stands of timber growing along the 
south coast and its hinterland between Cape 
Leeuwin and Albany were a major impediment 
to agriculturalists and to a lesser extent to 
pastoralists. While some local timbers were used 
for building purposes, they were initially under-
valued. For example Rev. Wollaston, building 
St. Johns Church in the mid 1800s, imported 
red cedar (Cedrela toona) for the pulpit and 
lectern, it being delivered by Lieut. Benjamin 
Helpman in the colonial schooner Champion 
on a return voyage from NSW. Jarrah was used 
only for the floor.

Local timber was, however, of value to 
shipbuilders, though the first effort made 
to build a ‘vessel’ was not successful. Major 
Edmund Lockyer noted in his diary that an 
Aboriginal man had been left for dead on 
Green Island after sealers had carried out a 
raid some two months earlier. He had made 
‘a miserable attempt at a Raft from some dead 
Wood tied together with grass’ in an attempt 
to save his life and get back to the mainland 
(Lockyer quoted in Shoobert, 2005: 7).

SANDALWOOD
Sandalwood fruit had been a food source 

for Noongar people, probably for a very long 
time before it became commercially important 
to colonists. Santalum spictatum wood became 
an early export to the Orient where it was in 
demand for its fragrant oil, the manufacture of 
joss sticks and furniture. It grew sparsely, but 
widely, over the southern region of the state. 

The first shipment was made from Albany in 
1845 and by 1848 for a short time sandalwood 
became the largest income earner in the 
colony (Laurie, 1994: 19). During the convict 
era it was often used as a back-load on vessels 
which had brought out prisoners, though loads 
from anchorages along the south coast had to 
be shipped to Fremantle to take advantage of 

this opportunity. After Hong Kong was ceded 
to Britain in 1841, many Chinese labourers 
were brought in to tend gardens and also cut 
sandalwood on large, well-established holdings. 
Farmers on small acreages generally cut their 
own sandalwood.

It was a crop which realised a return for very 
little capital outlay, and rates of cutting over 
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the year tended to rise and fall in response 
to other factors such as cycles of economic 
depression and drought. Almost all parts of 
the rather straggly and twisted tree could 
be used, including quite small roots and 
branches. This meant that stowage on board 
was a labour intensive occupation for the crew, 
and sandalwood often took up a considerable 
amount of cargo space in relation to the 
cash return on the crop. In later years it was 
therefore usually taken as a subsidiary cargo 
used to top up a heavier or more valuable load, 
and because of this there were sometimes huge 
piles of sandalwood left stacked and branded 
at the main ports. In the early 1890s these 
stockpiles became so large that the government 

temporarily banned cutting in southern 
districts. It was spasmodically resumed in times 
of economic hardship until labour was diverted 
during World War II. Sandalwood is returning 
to favour, but as a plantation crop.

Tannin Bark
This now little-known product was exported 
through Albany during the latter part of the 
19th and early 20th centuries. While wattle 
was the traditional source of tannin, it was 
soon realised that the bark of the mallet gum 
Eucalyptus astringens found growing in Western 
Australia yielded twice as much tannin as did 
wattle. Once local demand was met (some 
people such as George Edward Egerton-

Warburton at ‘St Werburgh’s’ tanned leather 
to make shoes for his family), the remainder 
was shipped overseas for use in tanning leather, 
preserving sailcloth and in the manufacture 
of ink. During 1905, up to 20 000 tonnes of 
powdered tannin bark was exported to Britain, 
Belgium, Germany, Holland and the United 
States (Johnson, 1997: 202). A small amount 
was also sent to the eastern states. Much of 
this bark, worth £119 855, was harvested from 
the hinterland of Albany (Laurie, 1994: 550).

Mallet trees were felled, and the bark 
stripped to the bole before the sap dried. 
The bark was then tied into bundles, 25 to 
the tonne, for transport. It was commonly 
collected by small farmers clearing land for 
grain planting, especially in their quiet time 
between planting and harvest. Bark was a cash 
crop, a replacement bonus in those areas from 
which all sandalwood had already been taken. 
During 1905 in Albany there were three mills 
grinding tannin bark into powder suitable for 
export, and in 1913 the value of bark exported 
was only eclipsed by wool and wheat. It is very 
possible that boots worn by both German and 
Allied soldiers in the trenches of France during 
Word War I were made from leather tanned 
from mallet bark which had been loaded at 
Albany.

Hardwood Timbers
The present landscape gives little indication 
of the extent of forests in the south-west which 
grew at the time of first European settlement. 
Karri at that time was commonly known as ‘blue-
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gum’, and jarrah as ‘Swan River mahogany’. 
Karri forests, now very limited in area, extended 
in pockets as far east as Big Grove and Little 
Grove at Princess Royal Harbour. Jarrah was 
more widespread, but present stands of jarrah 
are mainly regrowth after cutting. There was 
not so much regrowth of trees cut in the 
drier areas east of Bremer Bay, where wood 
cut along the coastal strip usually ended up 
in the furnaces of local steamers (or, north of 
Esperance, steam trains following the opening 
of the railway link to the goldfields).

From the time of earliest European 
explorers in the area, it was common for 
seafarers to collect wood and fresh water at 
places where these could be found. Firewood 
was needed in galley stoves, and better quality 
timber was needed to supplement that carried 
on board for repairs to the vessel which might 
need it at any time during the voyage. Straight 
pieces were used to repair or replace masts and 
spars, curved pieces were fashioned into knees.

Some early log books contain direct 
references to collecting wood (such as the log 
of Vancouver’s Discovery, 30 September 1791), 
but we know of others only through passing 
references such as King’s footnote entry in the 
log of the Bathurst for 26 December 1821. He 
recorded that the merchant brig San Antonio 
had called at Oyster Harbour for wood and 
water the previous year. There must have been 
many unrecorded visits, which may now explain 
the otherwise rather puzzling attitude of the 
Noongar people when the first permanent 
settlement was made at King George Sound.

Local timbers, pit-sawn close to where they 
were needed, were used in the early ship-
building industry. For example, Mr. Jenkins, 
and later Solomon Cook (who had jumped ship 
from the American whaler Mayflower in 1840), 
were employed by Thomas Sherrat to build the 
Emma Sherratt begun at Torbay in 1838. Cook 
afterwards moved to the Kalgan River where he 
built the Chance in 1842 (see entry). He used 
jarrah and other local timbers. To save the 
time and expense involved in preparing timber 
for boat building purposes, where possible 
timber was salvaged from wrecked vessels. 
William Douglas, for example, built a lighter 
in 1920 sourcing some of the timber from 
the wreck of the Rip in Frenchman Bay (see 
entry). While the long straight grain of karri 
and the longevity of jarrah under water made 
them such attractive ship and boat building 
materials, banksia was often used for knees and 
even grasstree resin was (rather unsuccessfully) 
tried as a caulking agent.

From 1880, other hardwoods such as 
wandoo (Eucalyptus wandoo) and yate (E. 
cornuta) were burnt very slowly in pits to obtain 
charcoal. Such a pit may still be seen at Paper-
collar Creek, north of Albany. The charcoal was 
bagged and taken to the north side of Cape 
Riche (and possibly other anchorages) where 
it was loaded for sale as domestic fuel in larger 
settlements. It was in demand because it could 
be used in place of coke. As charcoal can also 
be used to purify water, it may in addition have 
been used on board vessels where stored water 
often became unpalatable.

M.C. Davies of Karridale had established 
markets as far afield as India, South Africa 
and Europe but timber suitable for export 
had been cut out in that area during the first 
decade of the twentieth century. The attention 
of timber companies therefore turned to the 
virgin forests around Denmark and Torbay. 
C.G. and E.F. Millar took up large leaseholds of 
forest land in this area, and set up several mills 
in the late 1800s. They supplied sleepers for the 
Great Southern Railway line between Beverly 
and Albany, squared poles for the telegraph 
line between Albany and Eucla, and finally 
large timbers for extensions to the Melbourne 
docks. Production at Millar’s Scotsdale mill rose 
to over 90 000 super feet (over 500 tonnes) per 
day in 1900. Soon after the railway was built 
linking Denmark with Albany, timber was no 
longer exported from smaller outports as there 
were much better loading facilities at the major 
port. Poles for the overland telegraph line were 
milled west of Albany, railed to that port, loaded 

 Maritime Trade and Industry 303

Figure 177.  Stack of 
mallet bark awaiting 
loading at Albany 
c. 1910. Photo: 
Albany Historical 
Society.

Worsley3Final.indd   303 14/04/2015   2:19 pm



onto small carriers, unloaded to the east and 
dragged to position as required between Albany 
and Eucla (see Telegraph). The privately-
owned mills closed as timber close by was also 
cut out, the Denmark and Scotsdale mills being 
closed in 1905. The Scadden Government, 
however, made an attempt in 1913 to re-vitalise 
the industry through the establishment of 
state-owned and operated mills deeper into the 
forests. The first contract obtained by the State 
Saw Mills which had been built at Manjimup 
(Dean mill) and Pemberton (two Big Brook 
mills), was to supply 500 000 sleepers for the 
Transcontinental Railway being built from the 
east to link up with Western Australia’s railway 
system at Kalgoorlie. Obviously the sleepers 
must have been shipped east, but it is unclear 
which loading ports were used.

Following the end of both World Wars, 
pent-up demand for timber to be used in 
reconstruction work brought relief to the 
industry, but the comparatively run-down 
state of loading facilities at the port meant 
that Albany in 1945 was not able to take much 
advantage of overseas sales. Most timber then 
sourced from southern forests had to be loaded 
at either Fremantle or Bunbury. Today exports 
have re-commenced at Albany, but in the form 
of wood-chips.

TOURISM
Direct contact by Europeans with the Noongar 
people of the south coast was made from 
the early 1800s, if not before. The sealers 
working bays and islands westwards from Port 
Jackson and Van Diemens Land were purely 
exploitative, hunting both seals and, on 
occasions, the local Aboriginal people. Philip 
Parker King on HMS Mermaid in 1818 had been 
careful to avoid contact with the Minang while 
in Oyster Harbour, because of the trouble the 
crew of HMS Emu had had there three years 
previously. On his northern Australian surveys 
he had begun a considerable collection of 
Aboriginal artefacts, and when King returned 
to the south coast in HMS Bathurst in 1821 
he was keen to collect more, and possibly 
different, artefacts. The Bathurst grounded on 

the bar at the entrance to Oyster Harbour (see 
entry), and in contrast to their previous visit, 
the Minang were now happy to make contact 
and trade goods. Botanist Allan Cunningham 
even worked out a rate of exchange (no matter 
how unequal it may have been) in an attempt 
to ensure that gross exploitation did not occur 
while trading took place (Horden, 1997: 332). 
One hundred spears, 30 woomeras, 150 stone 
knives, 40 hammers and a number of clubs 
and fur cloaks were collected, in exchange for 
old clothes and ship’s biscuits. Not all artefacts 
were genuinely used articles, as some had been 
quickly and roughly made for sale to these 
European visitors (Horden, 1997: 332).

Of course there were many exchanges 
between European locals and visitors over 
the years following settlement in 1826, the 
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first substantial number of visitors coming 
on furlough from India. Australia was closer 
than England. There were also many fleeting 
visits by passengers on board vessels calling at 
Albany en route to further destinations. These 
increased after the port became an important 
coaling depot, when travellers could spend a 
few hours or even a few days in the town while 
noisy, dirty bunkering was undertaken.

The main development of Albany, Esperance 
and a few smaller settlements as tourist 
destinations occurred after gold brought 
comparative wealth to families living and 
working on the goldfields. They became able to 
afford a break from the fierce inland summer 
heat. This roughly coincided with the opening 
of the railway to Albany, so visitors often arrived 
by rail but then took to the sea to fish, swim, 

take part in the Princess Royal Sailing Club 
Regatta, or just spend time cruising on the 
Silver Star or other small vessels to tea-rooms 
on the Kalgan River. Facilities to attract even 
more visitors included bathing boxes on 
Middleton Beach built in 1905, and enclosed 
sea baths east of the town jetty built in 1912. 
Over the summer months of 1913–14 almost 
9 500 people came to stay at Albany. While the 
bathing boxes and sea baths are long gone, a 
major tourist attraction at Albany continues 
to be maritime-based, being whale watching.

Esperance also depended to a certain 
degree on tourism from the goldfields, 
but even though its maritime attractions 
were at least equal to those of Albany, it was 
initially at a disadvantage through the lack 
of a direct railway link to the fields. This was 
not provided until 1924, by which time the 
early boom years were over in the mining 
industry. Consequently tourism did not become 
important at Esperance until after the end of 
World War II. As with all south coast towns, 
tourism in Esperance continues to be based 
very much on maritime activities—swimming, 
fishing and whale watching.
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MAPPING THE COAST
Aboriginal
The first people to live along the coast were the 
first to map it, though their symbols, being from 
a non-European culture, have been seldom 
recognised. They indicated mythical tracks 
rather than showing a straight directional 
system as would be drawn by Europeans 
describing the same area (Pers. comm. from R. 
Reynolds, 2010). ‘Rock engravings are common 
in Aboriginal culture. They include …engraved 
tribal or regional maps many of which were 
sacred…’ (Dortch & Gardner, 1976: 13).

Dutch
What came to be known as the Brouwer 
Route from Holland to the East Indies had 
been pioneered by Hendrik Brouwer in 1611. 
Subsequent Dutch sightings of the west and 
south coast of Nova Hollandia (New Holland) 
were usually made in vessels which had 
overrun their easting, that is, had sailed too 
far east before turning north for the islands of 
Indonesia while following the Brouwer Route.

Hessel Gerritsz, cartographer to the 
Verenigde Oostindische Compagnie (United 
Dutch East India Company – VOC) produced 
a chart in 1628 which showed the coastline of 
Australia from somewhere near Hamelin Bay 
around to Ceduna in South Australia. The west 
coast was known from voyages of seamen such 
as Dirk Hartog in 1616, while the south coat was 
accidentally discovered by the now unnamed 
crew of the Leeuwin in 1622. The great cape still 
bears the name the Dutchmen gave it almost 
four hundred years ago.

Skipper Francois Thijssen in the ‘fluit’ 
Vergulde Zeepaardt made landfall early in 1627. 
From the coast somewhere about Cliffy Head 
22 km west of Walpole, a running survey was 
made east to the islands of St Peter and St 
Francis near Ceduna. On the way Thijssen had 
anchored probably at King George Sound, as 
well as noting in passing Esperance Bay, the 
Recherche Archipelago and Fowlers Bay. Since 
the Vergulde Zeepaardt was on a voyage of delivery 
rather than exploration, and since the land 
held little promise of commercial advantage, 
the Dutch did not name very many of the 
lesser geographical features which they passed. 
However, the Vergulde Zeepaardt had on board 
an important member of the VOC Council in 
India, the Honourable Pieter Nuyts, and it was 
in his honour that this section of the Southland 
was named.

These Dutch voyages occurred at the 
time when the 17 directors of the VOC 
were developing their business interests in 
South East Asia (particularly in what is now 
Indonesia). The land seen by Thijssen and 
Nuyts was shown on the 1628 chart by Hessel 
Gerritz. The Dutch had no plans at that time 
to themselves claim and develop trade interests 
in ‘New Holland’ as it seemed to offer no quick 
profits. They were, however, rather averse to 
any other European nations showing interest 
in the area. John Pinkerton, making remarks 
on an early translation of Francisco Pelsaert’s 
journal, opined that it was to be kept in reserve 
– a place to be re-considered should profits 
from trade in the East Indies begin to fail 
(Morley, 1886: 33–35).

In 1718, that is, 54 years before the claim 
by France (St Aloüarn) and 73 years before 
England (Vancouver), a serious proposal had in 
fact been made to establish a Dutch colony on 
the south coast. This was made by Jean Pieter 
Purry in a book titled: Aanmerkingen Betressende 
de Kust der Kaffers En het Landt van Pieter Nuyts.

Purry wrote that the climate was good, 
discoveries of gold and silver were likely, and 
Indonesian labour (he favoured the Javanese) 
could be imported to cultivate crops. He also 
predicted ‘…that France and England would 
show ambitions for the region, and argued 
that this could be halted by Dutch settlement’ 
(Johnson, 1994: 4–5). His proposal was not 
acted upon, probably because of eco-political 
problems in Europe at the time.

Matthew Flinders some 175 years after the 
Vergulde Zeepaardt voyage was still using the 
name Nuyts Land on the appropriate chart 
which he worked on while detained by the 
French in Mauritius between 1803 and 1805. 
His charts were entrusted to John Aken who was 
able to deliver them to the British Admiralty 
for publication before Flinders himself was 
released in 1810.

English and French

Australia may never have been at much risk of being 
a French colony, but for many, many years she was 
the intellectual property not of the Britain that best 
exploited her, but of France, who understood her 
(Clode, 2007: xxv).

There had been several failed French 
ventures to examine Terra Australis Incognita 
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(the Unknown Southland) over the preceding 
two centuries, so in 1771 Yves-Joseph de 
Kerguelen de Trémarec was put in charge of 
two vessels, the Fortune and the Gros Ventre. 
These vessels were fitted out to make another 
effort to visit the land known to the French at 
that time as Nouvelle Hollande (New Holland). It 
was, however, Kerguelan’s second-in-command, 
François Aleno Saint Aloüarn on board the 
Gros Ventre, who came across the Australian 
coast on 16 March 1772. Luckily this was in the 
relative safety of what is now known as Flinders 
Bay. On board was Ensign François de Rosily, 
formerly part of the crew of the Fortune. He 
had been abandoned by Kerguelen when sent 
to survey the island in the Southern Ocean 
which Kerguelen had named after himself. 
De Rosily and the crew of his longboat had 
fortunately been picked up by St. Aloüarn on 
the Gros Ventre. St Aloüarn was therefore able to 
use de Rosily’s skills as a surveyor and send him 
to make a detailed survey of the coast around 
Cape Leeuwin, particularly Flinders Bay.

He did this in the days before the Gros Ventre 
headed north to Dirk Hartog Island, where St. 
Aloüarn sent Sub-Lieutenant J B P de Mengaud 
(sometimes referred to as Mingault) ashore at 
Turtle Bay with orders to claim possession of this 
part of Australia for France. They symbolised 
this by burying a parchment in a bottle, which 
also had a French coin safe inside the lead seal. 
A further coin and lead seal were buried nearby, 
possibly with another bottle which has been 
broken and the shards lost over the years. The 
intact bottle and coins were discovered in 1998 

and are now held by the Western Australian 
Museum, where they remain as evidence of 
this French annexation (Goddard et al, 2008: 
145–52). It was as a result of St. Aloüarn’s action 
that France was subsequently able to revive the 
plan first mooted by Charles de Brosses in 1756 
to colonise new territories in the Southern 
Hemisphere, including in Australia, New 
Zealand and the Pacific islands then unclaimed 
by other European nations.

Towards the end of the 18th century this 
French vision had coalesced into a plan to 
establish a penal colony in the south-west 
of Western Australia, following further 

detailed examination of the area. Nothing was 
immediately done but the plans remained. To 
thwart any future French action, ‘on 1 March, 
1826, the Earl of Bathurst…alerted Governor 
Brisbane about the threat to Australia posed 
by expansionist France. Major Lockyer was 
subsequently sent with a contingent to occupy 
King George Sound, the capital proposed…
for the projected colony’ (Marchant, 1982: 
231).

Governor Phillip had established an English 
colony on the east coast in 1788. Convict 
ships and supply ships were therefore now 
passing along the south coast with reasonable 

 Maritime Trade and Industry 307

Figure 180.   
William Westall’s 
1801 painting of 
King George Sound 
viewed from the 
north-west. Westall 
was the artist on 
board Matthew 
Flinders’ vessel 
Investigator. 
Illustration: 
Wikipedia.

Worsley3Final.indd   307 14/04/2015   2:19 pm



frequency. More needed to be known about 
the area. Captain George Vancouver was put 
in charge of the Discovery (named after Cook’s 
vessel), with the armed tender Chatham under 
Lieutenant William Broughton in attendance. 
Both vessels had previously been used to train 
impressed seamen for war service in Canada 
against Spain, and Discovery was to end its days 

as a convict hulk back at Deptford.
Vancouver made landfall on the south coast 

of New Holland on 26 August 1791 at Cape 
Chatham (which he thought could possibly be 
an island – it is). He subsequently discovered 
King George Sound and spent about a fortnight 
there, mapping and then taking formal 
possession of the country ‘from the land we 
saw north-westward of Cape Chatham so far as 
we might explore its coasts’ (Vancouver, 1984 
(1798): 337). This was, at best, a rather vague 
description! The action was possibly taken on 
his own cognisance, though, from his journal, 
he made it as formal as he could by raising the 
British flag, drinking His Majesty’s health and 
observing the ‘usual formalities’, which would 
have included firing a volley of shot. Before 
leaving he buried two bottles each containing 
a ‘parchment on which were inscribed the 
names of the vessels, and of the commanders; 
with the name given to the sound, and the 
date of our arrival and departure’ (Vancouver, 
1984 (1798): 341). One bottle was buried at 
Point Possession and the other on Seal Island. 
Unfortunately for historians neither bottle has 
survived. To Vancouver we owe the names King 
George Sound, Princess Royal Harbour, Oyster 
Harbour, Point Possession, Mount Gardner, 
Bald Head and Eclipse, Breaksea, Seal and 
Michaelmas islands. Various other features now 
named to commemorate Vancouver’s visit were 
later additions. He proceeded further along the 
coast to Termination Island and then headed 
south-east for Van Diemens Land.

On 29 September 1791 Rear Admiral Joseph 

Antoine Bruny D’Entrecasteaux in the Recherche 
(formerly Truit) departed France accompanied 
by Huon de Kermadec in the Espérance 
(formerly Durance). This was by coincidence 
the same day that Vancouver named King 
George III Sound and Princess Royal Harbour. 
The French expedition was sent to carry out an 
examination of a large area along the south 
and west coasts of Western Australia, and 
perhaps through this solve the mystery of the 
disappearance of La Pérouse’s expedition of 
1785. In fact the area had not been reached 
by La Pérouse and his men, the Boussole and 
Astrolabe had been lost in the Pacific.

Being unaware of this, D’Entrecasteaux 
and his party arrived off Cape Leeuwin on 5 
December 1792, over a year after leaving France. 
While hydrographic engineer Beautemps-
Beaupré charted the area, he was not able to 
achieve the accuracy achieved by Rosily twenty 
years earlier. In passing, the entrance to King 
George Sound was noted but not entered. By 
9 December they were amongst the islands 
off Esperance, naming these islands and the 
large bay on the mainland after the Recherche 
and Espérance. Gales kept them amongst the 
islands till the following day, when a decision 
was made to make for Van Diemens Land to 
pick up further fresh water and supplies.

In 1815 HMS Emu, a vessel which regularly 
carried supplies between Plymouth and Sydney, 
called at the entrance to Oyster Harbour to 
take on fresh water. A case gin bottle possibly 
containing a letter was buried on Seal Island, 
a common practise. This vessel should not be 
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confused with either the convict transport of 
the same name, or the steamer Emu which 
called at Albany to pick up timber for Port 
Pirie in 1888.

The old HMS Xenophon was re-named 
Investigator and put under the command of 
Lieutenant Matthew Flinders for a voyage 
of exploration, designed to fill in for the 
Admiralty those gaps which occurred around 
the coast of Australia. On 7 December 1801 
Flinders made landfall at Cape Leeuwin, and 
then carefully charted towards King George 
Sound. He checked Vancouver’s previous 

survey of that area, and then proceeded to 
follow the coast eastwards. He speculated that 
the cliffs of the Great Australian Bight might 
be hiding from view an inland sea, but was 
prevented by the surf along the cliffs from 
landing and seeing if this was so.

In 1801 Captain Nicholas Baudin was in 
charge of the vessels Géographe and Naturaliste 
when a further French expedition examined the 
west coast, but the Géographe was accompanied 
by the Casuarina under the captaincy of Louis 
de Freycinet when the south coast was charted 
in 1803. Casuarina was actually the first vessel 
to arrive, and went into Havre de la Princesse 
Royale (Princess Royal Harbour) in order to 
be careened and repairs made. While there, 
Freycinet made a detailed survey of the 
anchorage. He also found Flinders’ message 
in its bottle and (perhaps reluctantly) gave 
it to Baudin, his superior officer, after the 
arrival of the Géographe in Port de Roi George 
(King George Sound). Baudin anchored off 
the well-known watering place on the seaward 
side of Vancouver Peninsula. It is interesting 
to note that the French were happy to bestow 
names of their own choosing when discovering 
new geographical features, but scrupulously 
translated those features which had previously 
been named by the English and Dutch.

Baudin sent midshipman Jacques Joseph 
Ransonnet eastward in the ‘large boat…to 
explore the portion of the coast between 
Mt. Gardner and d’Entrecasteaux’s Bald 
Island’. He was to examine the coast ‘closely 
and with scrupulous attention’ (Baudin, 

1974: 484). On this expedition Ransonnet 
unexpectedly met with the American sealing 
Captain Isaac Pendleton of the brig Union in 
an extensive anchorage which he therefore 
proposed be named Port des Deux-Peuples 
(Two People Bay). The Union later moved to 
King George Sound, where Pendleton and 
Baudin exchanged pleasantries (and possibly 
mutual disapproval of the English). Baudin 
also legitimised Ransonnet’s naming of Two 
People Bay.

Midshipman Charles Baudin (no relative of 
his captain) was sent in a longboat to examine 
Oyster Harbour, search for Vancouver’s garden 
on Green Island, and finally to link his survey 
with the one Ransonnet was doing. Captain 
Baudin in an even smaller boat later followed 
his midshipman into Oyster Harbour, where 
both vessels had frequently to be hauled off 
sand banks (see entry).

The small boat went further up the harbour, 
and the entrance to what Baudin named on 
his chart Riviére des Français (now the Kalgan 
River) was discovered. This was explored 
upstream for about 7 kilometres. At that point 
the Frenchmen went ashore and planted maize 
and other garden seeds. They pushed upstream 
a further 2.5 km before encountering the first 
barrier of Aboriginal fish traps across the river, 
which obliged them to portage the boat. A 
further kilometre on they came to a second and 
more substantial barrier of six dykes blocking 
their path, so at that point they left the boat 
and proceeded on foot for a short while before 
turning back and returning to the Géographe 
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(Baudin, 1974: 486–7).
In May 1803 Flinders and the aged 

Investigator were back along the south coast on 
their way from Kupang, Timor, to Port Jackson. 
The Investigator anchored in Goose Island Bay 
on the north coast of Middle Island in the 
Recherche Archipelago. Here Flinders’ men 
collected wood, geese for fresh meat and seals 
for lamp oil. It also gave them an opportunity 
to bury ashore the body of bosun Charles 
Douglas who had died at sea. While attempting 
to leave the anchorage, the ship was almost 
lost as strengthening winds blew it towards the 
beach. Had this happened, Investigator would 
have featured prominently in this book, but 

Flinders ordered that the anchor cables be 
cut, even though this resulted in the loss of the 
best bower and the stream anchors. These were 
retrieved in 1973, one now being on display in 
the South Australian Maritime Museum and 
one in the National Museum of Australia.

In January 1818 Lieutenant Phillip Parker 
King, son of Governor Philip Gidley King, took 
storm-battered HMS Mermaid into the shelter of 
Middle Island. Two days later he arrived at King 
George Sound and then moved to an anchorage 
at the entrance to Oyster Harbour. Here, while 
repairs to the vessel were carried out, King 
and surveyor John Septimus Roe spent time in 
checking the accuracy of previous surveys. On foot, 
walking around the shore of Oyster Harbour, Roe 
almost lost his life while crossing the King River 
which had previously been named by Dumont 
d’Urville in order to associate it with Vancouver’s 
King George III Sound (Hordern, 1997: 63). 
Temporary repairs completed, the Mermaid left to 
commence surveying work in the north.

Almost three years later Lieut. King was 
again in King George Sound, this time on 
HMS Bathurst. While approaching the former 
anchorage, the Bathurst ran aground at the 
entrance to Oyster Harbour (see entry). 
This visit lasted over two weeks, but its most 
important contribution was to anthropology, 
not to maritime history. During that time an 
unnamed American whaleship came in to 
Oyster Harbour to be careened, so obviously 
the harbour was known amongst the whalers.

With St. Aloüarn’s annexation of the land 
in 1772 in mind, in 1824 the French planned 
another expedition to Nouvelle Hollande. Louis-

Isidore Duperry was given command of the 
corvette Coquille, and was ordered to determine 
whether Port de Roi George was a suitable site for 
a French penal settlement. However, illness of 
his crew decided him to sail past the Sound and 
make directly for Port Jackson.

Hyacinthe de Bougainville had been a lowly 
midshipman in the Naturaliste on Baudin’s 
expedition of 1801–3, during which time he 
had met the American sealers in Two People 
Bay. In 1824, before the previous expedition 
under Duperry had arrived back in France, 
Bougainville was promoted and put in charge of 
the Thetis, to be accompanied by Nourquer du 
Camper on the Espérance on a further voyage of 
exploration to Australia. (This was probably not 
the same vessel as Huon de Kermadec’s Espérance 
of the 1790s). The orders given to Duperry, and 
later to Bougainville and du Camper, were much 
the same – to examine the land with a view to 
settlement. But, as had happened on board 
Coquille, serious illness broke out on Thetis and 
Espérance so both vessels made directly for New 
South Wales without fulfilling their orders to 
examine King George Sound.

Further French interest was aroused by 
the urging of Jules Sebastion Cesar Dumont 
D’Urville and his fellow-officers Jules de 
Blosseville and R-P Lesson, all of whom had 
served under Duperry when Coquille was forced 
to bypass King George Sound in 1824. They 
presented a paper to their Government urging 
further action (D’Urville, 1988 (1832): xxxiv). 
As a result D’Urville was given command of 
L’Astrolabe formerly Coquille in 1826. He was 
officially instructed to sail across the Indian 
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and surveyed King 
George Sound in 
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Ocean to New Zealand and to call only at Port 
Jackson on the way. But in a secret minute (of 
which he obviously approved) he was asked to 
also search for suitable anchorages in southern 
waters for large French ships of war, and for 
places where a convict colony could be set up 
(Marchant, 1982: 250). After a stay of over two 
weeks spent exploring, surveying and taking 
celestial observations around King George 
Sound, on 24 October 1826 he wrote: 

Taking all this into consideration, I then thought that 
it would be difficult to come upon a more favourable 
place to found a colony, so I am continually amazed 
that the British have not already done so, especially 
when I reflected that this point was admirably situated, 
as much for the ships which sail direct from Europe to 
New South Wales as for those intending to go from the 
Cape to China or to the Sunda Islands against the 
monsoon (D’Urville, 1988 (1832): 37–38).

It seems that while Baudin’s interest in 
Tasmania had prompted the British settlements 
at Devonport and Hobart, D’Urville’s interest 
in King George Sound led fairly directly to 
the establishment of the British settlement at 
Albany. Major Edmund Lockyer arrived from 
Port Jackson in the Amity on 25 December 
1826, along with soldiers of the 39th Regiment, 
surgeon Isaac Scott Nind, Lockyer’s son 
Edmund (to act as storekeeper) and 23 
convicts. While this new settlement was on the 
sea route from England to New South Wales, 
Captain James Stirling urged that a further 
settlement be established on the west coast 
at Swan River. He believed that this would 

be more useful than the one at King George 
Sound, as it was on the sea route from Cape 
Town as English vessels followed the old 
Brouwer route across the southern Indian 
Ocean and then turned north to Indonesia, 
India and China. While Swan River was settled 
in 1829, three more years were to elapse before 
Stirling’s request that the soldiers and convicts 
at King George Sound be returned to Sydney. 
Administration at the southern settlement was 
transferred to Swan River with the hope that 
free settlers would take up land and establish 
industries around this magnificent harbour.

Post Colonial
To some extent the seas along the south coast 
of Western Australia, or at least the main 
anchorages, must have been mapped by the 
sealers and whalers who pre-dated European 
settlement. However, they probably only 
produced what would today be called ‘mud 
maps’ for their own use, and these have been 
lost. Following settlement, unofficial sketch 
maps were also made by many people because 
so much movement of goods and people was 
by sea. Certainly this coastline, with its bays 
and islands, continued for many years to be 
best known by American whalers. During the 
1840s it was estimated that up to 300 American 
whale-ships worked in the area (Gibbs, 1990: 
39). Under this pressure whale stocks declined 
and most Americans moved to other waters.

Until Federation in 1901, the British 
Admiralty continued to send their well-trained 
surveyors to Australia to up-date and refine 

official charts made by such men as King and 
Flinders. Surveyor John Septimus Roe, the 
doyen of mapping in Western Australia, was 
a serving naval officer when he arrived with 
Captain James Stirling on the Sirius. He was soon 
transferred to survey lands being taken up by 
new settlers, but charting continued to be done 
by such competent men as John Lort Stokes who 
anchored the Beagle in King George Sound in 
January 1842. On board on a previous visit of the 
Beagle had been a young Charles Darwin, who 
was not impressed with his surroundings. Later, 
William Edwin Archdeacon carried out surveys 
during the time that an agreement was gradually 
worked out between the Royal Navy on behalf 
of the British Government and the Colony 
of Western Australia so that responsibility for 
charting could be passed from England to 
Australia.

Following Federation this duty was passed 
to the Royal Australian Navy, and in 1920 
a Hydrographic Department was set up in 
Melbourne. Surveying activity, however, became 
centred in the eastern states and the south coast 
of Western Australia was relatively ignored. 
Here the charts produced over the previous 
hundred years continued to be used into the 
early 20th century, with only the occasional 
up-date or correction being made. The 
introduction of new technology, particularly 
the increased use of aerial photography and 
the change to metric charting, led to a new era 
of mapping which emerged during the latter 
half of the 20th century. It is therefore outside 
the time scope of this book.
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LINKS TO EASTERN STATES
During the first century of European settlement 
on the south coast of Western Australia, with 
the exception of those at Augusta, settlers 
often felt themselves more closely tied to the 
eastern states than to their own colonial capital. 
Even the border between Western and South 
Australia was ill defined during the early years, 
with the result that the anchorage at Eucla was 
first surveyed by South Australian authorities in 
the belief that it lay within their state.

The first industries to be established 
were whaling and sealing, and to begin with 
almost all vessels were American-owned and 
operated, with a small number of French and 
even smaller number of British vessels being 
involved. From the dates where these are 
available, it appears that whalers often made 
their best catches in winter and spring. Most 
sealing vessels, however, came west in summer 
and many returned east in winter, thereby 
making the best use of prevailing winds while 
working when seals were usually ashore with 
pups. For example in 1832 Captain John Hart 
brought the sealer Elizabeth from Hobart and 
returned to that port, having loaded 500 
fur seal skins, 400 hair seal skins and 1 800 
wallaby pelts sourced along the south coast 
(Dickson, n.d.: 5). It was not until 1839 that 
another Elizabeth, owned by Lionel Samson 
and under the command of Captain Grey, 
began sealing that (probably) the first vessel 
from the Swan River came to be engaged in 
the industry (Dickson, n.d.: 9).

Following settlement at Albany, merchants 

traded mainly with either itinerants such as 
American whalers, or with their counterparts 
in the eastern states. After pastoralists began 
settling along the south coast, commercial ties 
to the east became even stronger. Pastoralists 
used small vessels to take out their wool, and 
bring back from eastern ports their yearly 
requirements to supplement the purchases 
made from visiting whalers. Wool and hides 
were shipped to Adelaide or Hobart for 
onward freighting to European markets, with 
Agnes, Walter and Mary, Aerial, Grace Darling, 
Waratah, Ophir, Wollaston and Eclipse all being 
mentioned as taking wool from the south coast 
to Adelaide (Fyfe, 1983: 94–5). Over the same 
years probably only the Emma Sherratt took it 
to Fremantle (Fyfe, 1983: 45).

Seal hides which went east were on-freighted 
from there to Canton (Guangzhou). Southern 
hardwood timber was in demand in Victoria 
and New South Wales at least until the timber 
industry in those states was developed. Having 
few local supplies, South Australia continued to 
import jarrah and karri until forests along the 
southern coast of Western Australia were almost 
cut out. In return some food locally unavailable 
was shipped in from South Australia, because 
it was a cheaper source than that grown on 
the west coast (Garden, 1977: 135). In one 
sense this was merely an extension of the 
previous situation when Fredericks Town, later 
to be renamed Albany, had been established 
and victualled from Sydney. This was three 
years before the settlement at Swan River was 
founded.

Once pastoralists achieved a degree of 
affluence, children from southern stations 
were often sent to school in Adelaide. This 
was to take advantage of the movement of 
vessels moving east and west. Ecclesiastical ties 
were also strong between the south coast and 
Adelaide, as Western Australia was initially 
part of that Anglican Diocese – and most 
people were Anglicans. By 1862 these links 
had become so strong that there was even 
local agitation to have government of southern 
coastal districts transferred from Perth to 
Adelaide (West, n.d.: 47).

Resentment between Perth and Albany 
continued during the second half of the 
19th century, especially after Albany became 
established as the main coaling port for vessels 
running between South Africa, eastern states 
ports and New Zealand. For 15 years from 
1860, even mail for Adelaide was off-loaded 
from large Royal Mail steamers at Albany and 
taken by the Balcutha to its final destination. It 
was only after the inner harbour at Fremantle 
was developed under C.Y. O’Connor’s plan 
that Albany lost its status as a mail exchange 
and major coaling station. To a certain extent 
some resentment remains, as was obvious when 
the State came to celebrate its sesqui-centenary 
in 1979.

By the beginning of the 20th century the 
goldfields around Coolgardie, Kalgoorlie, the 
Yilgarn and Dundas were bringing wealth to 
the state. However, 60% of workers on these 
goldfields were from New South Wales and 
Victoria, ‘t’othersiders’ who maintained strong 
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links to their home states. Much of the money 
made by small operators such as dry-blowers 
was sent east to their families, while large-scale 
deep mining operations were more likely to be 
financed by Perth or overseas businessmen. It 
was these ‘t’othersiders’ on the goldfields who 
agitated for separation from Western Australia. 
They wished the area to be either annexed by 
South Australia or set up as an autonomous 
goldfields state with its capital at Esperance, this 
being seen as the ‘natural port’ for the area. 
This theoretical goldfields state would join the 
Commonwealth in defiance of the wishes of the 
Western Australian Parliament at the time. The 
Parliament wished to retain control of both 
overseas and inter-state customs duties levied at 
the ports, as duties on goods was a major source 
of state income. Had surface gold sought by 
dry-blowers not been worked out quite so early, 
Esperance may well have developed as a major 
Australian state capital city and port. However, 
as many surface workings gradually become 
uneconomic and deep mining established, men 
previously employed on the goldfields scattered 
to the coast and wheat-belt seeking work, 
and the agitation for secession from Western 
Australia became diluted (Kirwan, 1950: 1–23).

THE CHANGE FROM SAIL TO STEAM
While sailing ships had visited the south coast 
from at least as early as 1627 (Vergulde Zeepaard), 
the first steamer to do so was the Royal Navy 
paddle steamer HMS Driver in late December 
1845. It was followed by the survey vessel HMS 
Acheron in July 1848. Under Captain John Lort 
Stokes, it was bound for New Zealand. Early 
steamers used coal when it was available and 
wood when it was not. As well as fuel for the 
boiler steamships needed large amounts of 
fresh water, at least until an efficient method 
of condensing steam back into water was 
devised. A further advance was made with 
the development of the internal combustion 
engine in the late 1800s.

Sail continued to be used by small operators 
such as fishermen up until the end of World 
War II. It was only the large organisations such 
as the British Admiralty and Royal Australian 
Navy, and middle to large scale commercial 
carriers who could afford to take advantage of 
these technological advances.

One calculation for the early 1850s showed that a 
steamship with a total carrying capacity of 1000 tons 
weight on a steady passage from England to Australia 
at eight or nine knots would need 800 tons of coal, 
leaving space for only 200 tons of cargo. Over the next 
20 years, advances in design dropped the consumption 
rate from 60 tons per day to 14, for a 1500 ton ship. 
The cost in money and space of carrying sufficient 
coal for a long voyage, explained why auxiliary sail 
was a long time dying and why, in Western Australia, 
strategically placed Albany remained at the front door 
for much of the coal era (Johnson, 1997: 85).

Albany had been established as a coaling 
station in 1852, but because the relatively poor 
quality coal available from Collie was not well 
suited to marine engines, most of the coal was 
brought in by sailing ship from Wollongong 
and Newcastle, NSW. At Albany it was stored in 
hulks in the harbour or in stacks at the coaling 
jetty until needed by visiting steamers.

Many steamers in fact carried sail as an 
auxiliary to the engine, in much the same way 
that a modern sailing yacht might be fitted with 
an auxiliary motor. P&O established Albany as a 
major bunkering port between 1852 and 1880, 
when the focus of their business along the south 
coast was moved to Adelaide.

In 1883 Lilly, Marshall & Co. merged with 
The Adelaide Steamship Company, mainly as a 
result of having lost their steamer Macedon on 
Transit Reef near Rottnest Island. A few years 
later trade from ports along the south coast 
was handled by a consortium comprised of The 
Adelaide Steamship Company, the Western 
Australian Steam Navigation Company and 
Alfred Holt’s Blue Funnel Line. In the 1890s 
smaller entrepreneurs also entered the industry, 
using some of the best-known sailing vessels 
along the south coast such as Eclipse and Grace 
Darling. Their passengers included many gold 
seekers coming to Western Australia, but their 
main profits came from carrying wool from 
Albany, Esperance and smaller anchorages to 
the port of re-packing or sale. These vessels 
maintained the use of sail to outlying small 
ports for many years beyond what was the case in 
eastern Australian waters. They also carried mail.
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The Melbourne Steamship Company 
Limited ran a regular service (including 
carrying mail) along the south coast for four 
years after 1906, using the Leeuwin formerly 
Julia Percy and the Kurnalpi. The Adelaide 
Steamship Company took over in 1910 until 
the run between Albany and Eucla was in 
turn taken over by the State Shipping Service, 
commenced by the Scadden Government in 
1912. The two vessels best-known at settlements 
along the south coast were the State Ships Una 
and Eucla formerly Wexford. From this it may 
be seen how close shipping ties were between 
southern Western Australia and the eastern 
states during the latter 19th and early 20th 
centuries.

The change from sail to steam thus came 
about only slowly, with a great deal of overlap. 
The same may be said of the change from 
steam to diesel, which began in the 1920s 
and was far from complete by 1945, the end 
date for this work. World-wide figures for the 
position towards the end of the 1930s, before 
so many countries moved into war mode may, 
from various sources, be calculated as follows: 
remaining sail – 5%, steamers where the heat 
source was coal – 70%, steamers where the 
heat source was oil – 22½%, motor ships which 
burnt oil or diesel in an internal combustion 
engine – 2½%.

WARSHIPS AND KING GEORGE SOUND
Royal Naval Lieutenant George Vancouver 
in 1791 had been most impressed with the 
potential of King George Sound as a secure 
deep-water port, an opinion endorsed by 
Lieutenant James Stirling who called at the 
harbour in 1826 on his way to Port Jackson on 
HMS Success. Stirling was, however, a lobbyist 
for settlement on the west coast. He considered 
that there it would better serve the interests of 
vessels using the old Brouwer route to India, 
which was a far more important trading and 
administrative area than lowly New South 
Wales.

After Major Edmund Lockyer established 
the settlement at ‘Fredericks Town’ in 1826 
(the name was changed to Albany when 
administration was transferred from Port 
Jackson to Perth), there were occasional visits 
from naval vessels, most but not all of them 
being British. HMS Pelorus came in 1838 
and HMS Bramble in 1843, both these vessels 
managing to be stranded while entering port 
(see entries). They were followed by HMS 
Pagoda in 1845 and HMS North Star in 1846 
which ‘caused a stir at Albany by revealing 
orders to assess the port for the likelihood of 
developing a naval dockyard’ (Johnson, 1997: 
148). The idea was subsequently shelved.

Late December 1845 saw the arrival in King 
George Sound of the first steam-driven warship 
to visit Albany. This was HMS Driver, a paddle-
wheel sloop. It had been on the China Station 
during the Opium Wars, but was now on its 
way from China to New Zealand where the 

Maori Wars were imminent. The ship’s three 
inefficient boilers had undergone repairs in 
Fremantle, but ever-hungry, the vessel called 
at Albany on its way east to take on more fuel 
before crossing the Great Australian Bight. The 
Scott Sinclair two-cylinder direct-drive steam 
engine ran on either wood or coal, depending 
on what was available at ports along its way.

Troopships carrying soldiers and nurses 
called at Albany to take on coal during the 
Crimean War of 1853–56. These vessels were 
followed by the ungainly ironclad monitor 
HMVS Cerberus which steamed into Princess 
Royal Harbour in 1871. It was a coastal defence 
vessel of Her Majesty’s Victorian Navy, in port 
for eight days to bunker. During that short 
time it very nearly became an entry in this 
work as a stranding, as the anchor dragged and 
almost put it ashore. The remains of Cerberus 
are now incorporated into a breakwater at 
Sandringham, Victoria.

From April to August in 1885 due to the 
perceived threat of invasion by Russia, two 
vessels were sent to patrol the entrance to 
the harbour. These were the screw corvettes 
HMS Diamond and HMS Opal (see HMS 
Opal’s boat). After they were withdrawn, a few 
years later the harbour was fortified with gun 
emplacements on Mount Adelaide. Opened 
in 1893, this fortification was the first federal 
defence establishment in Australia. All states 
contributed to its construction, recognising 
the strategic importance of the harbour to 
the nation. The fort’s six-inch guns were 
supplemented with mines which could be set 

314  Historic Shipping in Western Australia

Worsley3Final.indd   314 14/04/2015   2:19 pm



at the entrance to Princess Royal Harbour, and 
later by shore-based torpedos positioned near 
the Deep Water Jetty.

In December 1895 the steamer Port Stephen 
brought in two Maxims and two Hotchkiss 
quick-firing guns to protect the fixed big guns 
installed on Mount Adelaide. In May 1941 
one of these was withdrawn from the Princess 
Royal Fortress. It was relocated at the entrance 
to Fremantle harbour, in order to cover a gap 
between the boom defence net and North 
Mole. To increase the effective range of the 
larger guns on Mount Adelaide, in 1939 the 
original 6-inch breech loading guns were 
replaced by more modern 6-inch quick-firing 
guns relocated from South Head in Sydney. 
Towards the end of World War II, further 6-inch 
guns were brought south from Leighton, North 
Fremantle, and installed to increase coverage 
of King George Sound and Princess Royal 
Harbour.

It had been suggested in 1896 that Albany 
should be the site of a graving dock as this 
was considered to be a necessary part of the 
defence of the port. ‘Albany is the Gibraltar of 
Australia, and just the place an enemy would 
want to occupy’ wrote a correspondent of The 
Australian Advertiser, (quoted in Johnson, 1997: 
156). The graving dock did not eventuate, 
though the suggestion re-surfaced about the 
time that warships again came to bunker on 
their way to South Africa during the Boer War 
of 1899–1902.

The around-the-world goodwill visit by 
the United States Atlantic Fleet (the so-called 

Great White Fleet) brought 16 battleships, 
their destroyer escorts and ancillary vessels to 
King George Sound in September 1908. USS 
Connecticut with Rear Admiral Charles S. Sperry 
on board led the flotilla, which needed to re-
bunker with coal on its long voyage between 
Melbourne and Manilla. The US colliers (which 
were, paradoxically, predominantly British 
registered vessels) failed to reach port with 
the main body of warships, so as the planned 
departure date grew near, Rear Admiral 
Sperry agreed to take on locally-held coal 
from supplies held by The Adelaide Steamship 
Company and McIlwraith, McEacharn and 

Company. The battleships took on 800 tons, 
and a further 1 000 tons was put aboard the 
Fleet store-ships from this source. Eventually 
the tardy collier Taurus arrived with coal from 
America, and from it a further 6 000 tons was 
distributed amongst the warships, all part of 
the 25 000 tons which was shared amongst the 
vessels over that memorable week (Johnson, 
1997: 161). The Fleet was therefore able to 
sail, even though it remained on short rations 
of coal.

During the time that the Great White Fleet 
was in port, Albany hosted dignitaries to official 
functions while 14 000 US sailors and marines 
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Figure 184.   
Vessels of the Great 
White Fleet in turn 
came to take on 
coal in Princess 
Royal Harbour. 
Photo: McKenna 
Collection.
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enjoyed a series of games, concerts and other 
social activities. Some 3 600 people, including 
the Governor of Western Australia Admiral 
Sir Frederick Bedford RN, and the Premier, 
Sir Newton Moore, arrived by train to join in 
the celebrations. HMS Gibraltar represented 
Great Britain’s navy. Meanwhile, bunkering 
continued around the clock until the Fleet 
weighed anchor on 18 September on its way 
to continue to show the American flag around 
the world.

I n  1 9 1 1  t h e  H e n d e r s o n  R e p o r t 
recommended that Cockburn Sound would 
be a suitable place to build a naval base, which 
could be supported by a submarine base with 
associated anti-submarine equipment located 
in Oyster Harbour. In the event, the naval 
base was built on Garden Island, but not the 
submarine base in Oyster Harbour.

World War I:

…came closer to the people of Albany than to many other 
communities because of her unique role as a port. It 
was one of the proudest events in Albany’s history that 
the convoy of vessels which carried the first Australian 
and New Zealand contingents, the soon-to-be famous 
Anzacs, assembled in King George sound. Between 
24 and 31 October thirty-six merchantmen and six 
warships, with an aggregate of 300 000 tons, arrived 
at Albany. The twenty-six Australian transports, and 
ten New Zealanders and their escorts were brought into 
the harbour two by two to be coaled at the deepwater jetty. 
Meanwhile, HMAS Melbourne cruised to and fro 
on guard at the mouth of the Sound. Communication 
between the convoy was difficult because the port 

possessed only four small tugs and launches. On the 
morning of 1 November the vessels moved out of the 
Sound, took up formation, and sailed west. It was a 
moving experience for the people of Albany, and for the 
30 000 troops who had their last sight of Australia at 
Albany (Garden, 1977: 287–88).

As the convoy sailed out, the three divisions 
of Australian and one division of New Zealand 
ships were protected by the cruisers HMAS 
Sydney in the van, with HMS Minotaur on the 
port flank. IJNS (Imperial Japanese Navy Ship) 
Ibuki was on the starboard flank and HMAS 
Melbourne took rear guard. All vessels were 
bound for ‘Guam’, that convenient destination 
so often used when it was expedient to not 
announce a true destination.

A second, smaller convoy sailed from 
King George Sound about seven weeks 
later, consisting of 16 ships protected by the 
requisitioned P&O liner Berrima which had 
been armed for the duty, and which towed 
the soon-to-be-famous submarine AE2. Other 
convoys followed, and after the war ended 
another short-lived busy time in port arose as 
troopships returned servicemen from overseas 
(Johnson, 1997: 167).

World War II
Comparatively few troopships used the (by 
then) rather antiquated port facilities at 
Albany during World War II, so the rather 
personal involvement of previous years was 
lacking – except, of course, by those with family 
members in the Armed Forces. The deep-
water anchorage gained strategic importance, 

however, following the fall of Java to the 
Japanese as this resulted in several United 
States naval vessels being temporarily sent to 
Albany. The USN also based submarines and 
their associated tenders at the Deepwater Jetty 
for about six months. Vessels were protected 
by a network including patrol planes, the fort 
guns, a radar base on the south coast and a 
submarine net which was winched across the 
entrance to Princess Royal Harbour. Mine-
sweepers from the Indian and US navies gave 
added protection (Johnson, 1997: 183–87).

The attachment to the memory of Anzac 
remains strong in Albany to this day, partly 
because of the constant reminder provided by 
the magnificent memorial on Mount Clarence 
overlooking the town and harbour. The passage 
into Princess Royal Harbour is now known 
as Atatürk Entrance as a gesture of goodwill 
towards towards a respected enemy, and the 
opening of the National Anzac Centre is a 
present-day manifestation of this special place 
in civic memory..
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MAIL
Mail was one of the most important elements in 
the life of European settlers. It was important 
in that it tied families to loved ones, perhaps 
those living on the other side of the world, but 
business and government also relied heavily 
on an efficient mail delivery system. To begin 
with this is what the southern coast settlers did 
not have, and settlements post 1826 remained 
relatively isolated for the first twenty years. 
Even Albany suffered. Contact with the outside 
world over this time depended largely on the 
itinerant whalers and sealers who used the 
anchorages for bartering purposes, and a place 
where ill or injured crew might be put ashore 
and replacement labour might be recruited. 
Consequently over these years mail arrived 
and was taken out in a rather haphazard way, 
whenever vessels bound for Fremantle or the 
eastern states happened to call. Under this 
system mail sometimes took a very circuitous 
route to its destination, as when in July 1848 
Wollaston wrote to his sons in Adelaide, but 
sent the mail on the steamer HMS Acheron via 
Sydney (Henn, 1954: 49).

A monthly overland mail service commenced 
in 1840 between Albany and Perth, with riders 
later being replaced by Chipper’s coach service 
as roads improved. This uncomfortable journey 
took several days, with delays being common 
at flooded crossings during winter months. 
A more reliable service came with the advent 
of steamships, as when P&O began calling to 
bunker at Albany and exchange overseas mail. 
It was the advent of mail-carrying steamers 

calling regularly and needing to take on coal 
that led to Albany becoming such an important 
bunkering station for all steamers plying 
between Europe, Ceylon (Sri Lanka) and 
the eastern states. Intra-state mail remained 
a problem, and even the overseas service was 
severely curtailed during the Crimean War 
when so many P&O vessels were requisitioned 
for other duties.

After the war ended it was suggested that 
‘the services of one of the useless gunboats, 
decaying in the English dockyards’ might 

be used to convey mail between Albany and 
Fremantle (Inquirer, 26 August 1863: 2c). 
These gunboats were left over from hostilities 
which had ended seven years earlier. Such a 
steamer would deliver mail more quickly, and 
additionally provide protection to overseas 
mail steamers when it was in port. This was 
considered desirable by locals at a time when 
civil war was disrupting trade between the 
northern and southern states in America, 
(also resulting in strained relations between 
America, Britain and its overseas colonies). 
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Figure 185.   
Overseas mail 
brought in to Albany 
on steamers was 
transferred to coach 
for forwarding to 
Perth in 1888. 
Photo: Albany 
Historical Society.
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Since many American whalers were operating 
along the south coast it was a time of perceived 
vulnerability, however the Government did 
not act on the idea of stationing a gunboat in 
Albany.

About the same time P&O resumed its mail-
carrying role; at first it assisted the European 
and Australian Royal Mail Company but later 
it took full responsibility for the service. P&O 
mail steamers called once a month, requiring 
more than coal as vegetables, fruit, meat and 
fresh water were also in demand. Servicing the 
needs of steamers (P&O and others) became 
the most important function in the port of 
Albany for the rest of the century.

A more reliable intra-state mail delivery 
schedule came with the introduction of the 
steamer Georgette. In 1872 Colonial Secretary 
Frederic Barlee had pointed out in Parliament 
that a subsidy paid to a mail-carrying steamship 
would be a saving on the cost of maintaining the 
existing overland coaches from outlying centres 
to Perth. As a result Georgette began to carry 
mails between Albany, Busselton, Bunbury, 
Fremantle and Geraldton, also carrying freight 
and passengers as required until it was lost off 
the coast at Calgardup in 1876.

In 1878 the Western Australian Government 
granted part of the lucrative mail contract to 
Lilly, Marshall & Company. They proceeded to 
undercut P&O, mainly because they contracted 
to carry the mails free of cost, basing their 
profits solely on passenger and freight charges. 
Consequently P&O was gradually eased out of 
its Albany interest, especially when the new rail 

line from Albany to Perth was opened in1889 as 
there was less of a need for mail to be carried 
by either coach or vessel.

To gain a mail contract, vessels had to 
maintain a strict schedule. Failure to do so 
automatically resulted in a heavy fine (no 
excuses). Inebriation while on duty could even 
lead to dismissal as happened to Captain Sale of 
the Macgregor on 20 September 1896, because 
it was carrying mail (Dickson, 2012: 218). 
In the 1920s the State Ships Eucla, and later 
Kybra, were used to carry mail to the scattered 
anchorages along the south coast. A problem 
arose when these vessels had to be taken out 
of service for maintenance or repair, as people 
would not receive mail for ‘quite some time’ 
(Archer, n.d.: 38).

In the early 1900s, steamers were fined £5 
for each hour that they fell behind schedule if 
they were carrying mail (The Albany Advertiser, 
21 November 1917: 2h). The over-carrying of 
mail resulted in a fine of £20 (Dickson, 2912: 
225). Along the south coast the main profits 
now came from carrying wool from Albany, 
Esperance and smaller anchorages to the port 
of re-packing or sale, rather than carrying mail. 
Within the state, more mail was being carried 
overland on improved roads, so less needed 
to be carried by ship even between port towns. 
The completion of the new O’Connor-designed 
inner harbour at Fremantle in 1903 resulted 
in many businesses beginning to use that port 
as their main base in Western Australia. This 
pleased Perth interests which had agitated 
for many years to have Fremantle rather than 

Albany recognised as the main mail port. The 
loss of status resulted in retarded growth at 
Albany during the first half of the 20th century 
(Laurie, 1994: 30).
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Figure 186.  This 
mail conveyance 
was used to 
distribute mail from 
the port of Eucla c. 
1907. Photo: State 
Library of South 
Australia.
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TELEGRAPH
As important as the establishment of a 
regular mail service which included the south 
coast, was the establishment of telegraphic 
communications between Albany and Perth 
and later between Western Australia and 
the outside world. This occurred some years 
after telecommunication by Morse code had 
become commonplace in the eastern states 
and in settled districts around Perth. The line 
between Albany and Perth was completed in 
1872, enabling messages to be ‘flashed’ at the 
rate of 20 words per minute. At that time the 
Chipper coach service between these centres 
carried mail by road in 55 hours in good 
weather, and steam ships took even longer 
as they generally called at ports as required 
along the way. Telegraphic communication 
must have been anticipated with much relief 
by isolated communities east of Bremer Bay, 
even though the cost was one shilling for 10 
words, exclusive of address (Erickson, 1978: 
157).

The Adelaide to Darwin line had also been 
operative since 1872. The Western Australian 
and South Australian governments set about 
linking their two states, working east from 
Albany and west from Adelaide to meet at 
Eucla. Fresh water was available at only a few 
very isolated places on the Western Australian 
section of the line, such as the water hole which 
had saved the lives of Eyre’s small party while 
searching for a stock route from Fowlers Bay 
to Albany three decades before the line was 
constructed.

Construction of the line resulted in much 
maritime activity along the south coast (Stevens, 
1933: 17). Survey parties often worked just 
ahead of the construction gangs, and both 
had to be supplied by sea. Tommy Windich 
had previously trodden this ground with the 
Forrest brothers in 1870 on their exploratory 
trip from Albany to Adelaide, but later worked 

with the line surveyors. He died at Esperance 
before the line was completed.

The Western Australian section was begun 
in 1875. One of the surveyors, H. S. Carey, 
wrote letters to his father, excerpts of which 
were later printed in a local newspaper. In 
these he described the hardships faced on the 
section between Esperance and Eucla, when 
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Figure 187.   
Operations room 
at the ‘new’ Eucla 
Telegraph Station, c. 
1907. Photo: State 
Library of South 
Australia.
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the survey party was completely reliant on 
small vessels bringing in their supplies. These 
included Marjorian, Walter and Mary, Tribune, 
Hope, Planet, Mary Ann, Agnes, Twilight and 
Cartaburnup/Bunyip. Of these, the last four 
vessels listed feature as wrecks in Part I of this 
work. Of conditions Carey and his companions 
faced while working east towards Point Culver 
he wrote:

Survey Camp, South Coast, Point Culver, 
October 23, 1876.
Yesterday I came in here, where the main camp is now 
situated. From the end of our surveyed line, 53 miles 
back-up to that point we have had no end of difficulties, 
though nothing in comparison to what is before us 
across the Cliffs. During our journey so far I have had 
to go for 33 days without being able to wash, not a drop 
of water had we beyond a daily allowance, that gave 
just sufficient for a pannikin of tea at each meal, and 
as that was brought out to us on a pack horse from the 
main camp with our rations cooked and ready for use, 
it was not only too scarce but too valuable to be used for 
any other purpose than that for which it was prepared.

Survey Camp, Eyre’s Sandpatch, South Coast, 
December 8, 1876.
The line is surveyed to within twenty miles, and if 
our rations only hold out we would have the work up 
to this by Christmas, but we are already getting short 
of supplies, and if the boat does not show up before 
Monday we must go on half rations of flour, and 
flour only, as we have scarce enough meat to last even 
to Monday.
We are all anxious to see the line completed and 
open. If the boat does not come in soon we will have 

anything but a merry Xmas on weak tea and 11 oz 
(312g) of flour.
In my last letter I think I told you of going for 33 days 
without being able to wash –not even one’s face. We got 
so used to the want that at last a fortnight was thought 
a small matter, it was such a common occurrence.

Sand Patch, Dec. 14, 1876.
We are jubilant; the cutter Hope has turned up. 
Supplies we now have, enough and to spare.
(The Inquirer and Commercial News, 14 February 
1877: 3)

Sea transport of personnel, posts, wires 
and insulators was organised by Captain W.W. 
Miles, though he did not captain crafts under 
charter even when he was on board. For 
example in October 1876 he was on board the 
barque Marjorian when, under the command of 
Captain Simpson, it brought a full consignment 
of telegraph poles from Lockeville and 
Quindalup to Esperance. The vessel then sailed 
on to Duke of Orleans Bay and Israelite Bay to 
unload other equipment. This followed the 
first shipment of posts to Esperance, which had 
been brought in on the Mary Ann.

On the Western Australian section the 
timber posts used were 4.27 m in length and 
squared at the mill before being loaded on 
board, as this made them easier to haul, stow 
on board and raft ashore (the South Australians 
used round poles). Each pole weighed just over 
100 kg, and poles were placed at approximately 
100 m intervals. As the distance to be covered 
in Western Australia was approximately 

900 km there was much work for the small 
vessels named above during the two years 
of construction 1875–77. Posts were usually 
rafted ashore, then dragged by horses clear 
of high water and on through the sand and 
rocks to their final position on the surveyed 
line. Where cliffs lined the shore, as occurred 
between Point Culver and Twilight Cove, they 
were hoisted up onto the plateau by derrick 
before being dragged into place.

Where fresh water was locally unavailable, a 
condenser mounted on a cart was hauled into 
the sea to supply the main camps, though it was 
not used to directly supply small camps such as 
those set up by the survey party which included 
Mr Carey. Cooling pipes took the barely potable 
water which the condenser produced back to 
fill tanks on shore for use by workmen and their 
horses, but even so it always seems to have been 
in short supply (Stevens, 1933: 33–35).

The Albany to Eucla section of line was 
completed in 1877, and for a short while a 
‘pony express’ was used to carry messages 
between Eucla and the Adelaide section which 
was still under construction. When the link was 
completed in 1878, stations along the line made 
telegraphic communication possible between 
south coast settlements, their respective state 
capitals and also the outside world via the line 
between Adelaide and Darwin, the terminus 
of the undersea cable. Maritime activity again 
became restricted to servicing outlying stations 
where the occasional vessel brought in supplies 
and took out wool.
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JETTIES AND WHARVES
ALBANY
Albany’s first jetty was built in 1837–38 at 
the foot of Bridge Street, at that time called 
Osnaburg Street, by James Dunn and John 
McKail at a cost of £100. Intended to be 119 m 
long, the money allocated to the project by the 
Government meant that a jetty only 69 m long 
could be built. The Government Resident, Sir 
Richard Spencer, unsuccessfully pushed for it 
to be lengthened so as to reach deeper water. 
When the Government refused, the local Town 
Trust levied each town allotment an amount 
of 10 shillings in an effort to raise money 
for an extension. The position of this jetty, 
selected by the Governor, Sir James Stirling, 
was considered by the people of Albany to be 
too far from the centre of town. However in 
February 1850 James Daniells completed a 
6.7 m long extension to it. The extended jetty 
had a T-shaped head 4.1 m wide comprising two 
landings, one on each side with steps facing the 
shore. The jetty was used by P&O during the 
early years of their establishment as bunkering 
agents. The weight of the coal caused damage 
to the structure so it could be used by small 
boats only. This jetty was abandoned in 1864 
and demolished in late 1877.

During February 1850 a group of Albany’s 
prominent businessmen led by Thomas 
Sherratt began the construction of a small 
jetty closer to town at the foot of York Street, 
but it was only partially completed when it was 
destroyed by a winter storm.

P&O Jetty also known as the Coaling 
Jetty
The Australian Royal Mail Steam Navigation 
Company made Albany a major coaling port 
in 1852. The company was subsequently taken 
over by the Peninsular and Orient Steamship 
Company (P&O), which in 1859 built a jetty 
referred to as the Coaling Jetty or the P&O Jetty 
at the bottom of Bolt Street. It had a length of 
91.5 m, but the depth of water at the outer end 
was still only about 2.4 m. In March 1860 Hugh 
Mercer Thomas, the manager for P&O, advised 
the Colonial Secretary that the company was 
extending their jetty a further 45.7 m. It was 
used for the loading and unloading of lighters. 
Coal from colliers was placed in lighters which 
were then taken to the jetty where they were 
unloaded and the coal carried to the company’s 
stockpile on shore. It was given a diamond-
shaped head which enabled vessels to berth in 
alignment with the prevailing south-east and 
south-west winds and seas. It was later extended 
even further offshore into deeper water. The 
site of this jetty is now covered by modern port 
development.

Town Jetty
In 1860 tenders were called for the construction 
of a jetty at the bottom of Spencer Street. It was 
not until September 1861 that the tender of 
£1 100 by James Covert was accepted, but work 
could not start until timber and fastenings were 
obtained. Work commenced in 1862, and was 
progressing well by May the following year. 
However, soon afterwards work ceased and 

the jetty construction was abandoned. In 1864 
Alexander Moir was appointed to complete the 
construction at a cost of £282.5.10. This jetty 
had a landing and steps on each side, two sets 
of rails with hand-operated trucks running on 
them, a kerosene lamp at the end to guide boats 
from the vessels anchored in the harbour, and 
davits for a boat on the east side.

In 1873 Josiah Harwood extended the jetty, 
constructed a T-shaped head and installed gas 
lighting. In 1889 sea baths were constructed on 
the west side. The jetty was further extended 
in 1893 by way of a curved 162 m long section 
heading in a south-easterly direction. This was 
extended again in 1899–1900, and the jetty was 
connected to the Government railway system by 
a timber viaduct 470 m in length. By 1903 the 
jetty was 615 m long and capable of berthing 
five vessels up to 91 m in length at berths 
5.2 m–7 m deep. The Princess Royal Yacht 
Club boatshed was built on the eastern side 
of the jetty in 1911. The baths were re-located 
and the jetty itself refurbished during 1924–25. 
Subsequently the baths were demolished and 
the yacht club shifted to its present site at the 
western end of the harbour.

The jetty had deteriorated considerably by 
1944, and subsequent land reclamation at the 
shore end and demolition of part of it during 
1963–64 left it as it currently stands.

Railway Jetty, also known as the 
Deepwater Jetty
More usually called the Deepwater Jetty, this 
timber and iron jetty was built by the WA 
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Land Company during the period 1886–88. 
The company was contracted to construct the 
railway line to Albany, and the jetty was to be 
the terminus of the line. It had two railway 
lines which branched to three lines, and a 
travelling crane. It reached 502 m into Princess 
Royal Harbour, with 9.1 m of water at the head. 
Initially there were berths for three vessels up to 
91 m in length. It was extended in 1915–16 in a 
curve towards the south-west, but this extension 
was demolished in 1993. Any remains of the 
jetty are now buried under reclamation work.

Lower Kalgan Government Jetty
Built by the Public Works Department in 
1912, this jetty was used by local farmers when 
lightering their produce, mainly apples and 
pears, to Albany for export. The jetty was 61 
m long by 1.5 m wide and projected out from 
the west bank of the Kalgan River some 30 m 
downstream from the Lower Kalgan Bridge. It 
had a 6.1 m by 3 m head at the outer end. A 
boat landing was built in the angle where the 
head joined the main jetty. On 7 May 1913 the 
responsibility of the jetty was handed to the 
Albany Roads Board.

Besides the shipment of produce this jetty 
was also used in the local tourist business, with 
the steamer Silver Star and other boats tying up 
on a regular basis. Passengers would transfer to 
smaller launches for trips further up the Kalgan 
River. It was also the place where the wood stave 
and cast iron pipes of Albany’s water supply 
scheme were off-loaded to be transported by 
horse and cart to the construction site of the 

dam on the Angove River at Two People Bay.
The jetty deteriorated during the 1970s, and 

in 1981 the Albany Town Council intended to 
demolish it. This work was never carried out, 
and a substantial amount of the jetty remains, 
albeit in poor condition.

There were a number of other small jetties 
in the Kalgan River area and along the shores 
of Oyster Harbour.

Frenchman Bay Jetty
The whaling station built by the Norwegian 
Spermacet Whaling Company just prior to 
World War I included a large slipway up which 
whales could be dragged to a flensing platform. 
There was approximately 3 m of water at the 
seaward end of the slipway. In the storm of 
1921 which largely demolished the whaling 
station the platform and slipway were also 
seriously damaged, and subsequent salvage of 
the remaining timber has left little except the 
supporting piers.

A small jetty carrying the water pipeline 
from the dam at Vancouver Springs out to 
water deep enough for water-lighters to load 
was built near the whaling station. This was also 
destroyed in the storm of 1921.

Ellen Cove Jetty
A jetty 30 m long with a ‘T’ head was built at 
this landing site in 1890. By then there were no 
passengers or cargo being landed in the cove, 
and the jetty was built mainly for recreational 
and tourism purposes. The jetty has been 
rebuilt a number of times.

Little Grove Jetty
In 1899 a jetty 224 m in length ending in a ‘T’ 
head was built for use by small boats at Little 
Grove on the south side of Princess Royal 
Harbour. It cost £600. This jetty was rebuilt in 
1942 by the Americans to service a planned 
flying boat base there. The construction 
included five 4 500-gallon (20 400-litre) fuel 
tanks, a pump house and a 2-inch (5-cm) fuel 
line. The jetty was rebuilt again during the 
1960s and currently forms part of the Princess 
Royal Sailing Club.

Quarantine Jetty
In 1896 a jetty with tramway was built at Geake 
Point at a cost of £1 257 by A.B. Wright, to cater 
for people and supplies going to the quarantine 
station at Quaranup on Vancouver Peninsula. 
The length of the jetty was extended in 1902–03 
to 137 m, and it has since been repaired or re-
built a number of times.

Emu Point Jetty
In 1912 a jetty was built at Emu Point by the 
Public Works Department, but in April 1915 
part of it was washed away. Subsequent erosion 
of the bank left the remains isolated and in 
April 1920 they were demolished.

Torpedo Jetty
This small jetty was constructed by the Public 
Works Department during 1892 in a position 
east of the Deepwater Jetty. It had a boatshed 
on the east side and a torpedo store on the 
shore. ‘Torpedo’ may be a misnomer as 
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evidence appears to show it was intended for 
mines capable of being laid to prevent entry 
of hostile shipping to the harbour. Up to that 
time torpedoes had usually been launched 
from surface vessels, but it is possible that it was 
intended to place a torpedo launching facility 
at the site to guard the entrance to Princess 
Royal Harbour. This period was one of great 
anxiety because of the fear of an invasion by 
Russia.

Dredging commenced in Princess Royal 
Harbour in 1901 and continued until late 1904. 
However only two months after the dredge 
was withdrawn, it was found that a number of 
shallow areas remained. Late in 1905 another 
dredge commenced operations, and within 
twelve months ‘Albany could boast the deepest 
harbour in Australia and could fully load vessels 
which could only leave Port Phillip Bay part 
empty’ (Garden, 1977: 265). At various times 
since then, dredging has been carried out to 
maintain, widen or deepen an area of Princess 
Royal Harbour to facilitate the movement of 
large vessels.

During World War II when invasion by 
Japanese forces at Albany seemed a distinct 
possibility, holes were drilled into the most 
important piles and trusses of the port’s 
jetties. These were loaded with gelignite to 
be detonated should the enemy approach 
(Johnson, 1997: 179).

There were a number of small private jetties 
built along the Kalgan River, and at other places 
along the coast east of Cape Leeuwin. They 
were not of great importance, except to the 

few people living close by, but to those settlers 
they were vital for landing their supplies and 
shipping out produce.

HOPETOUN
The first jetty at Mary Ann Haven was 
constructed in 1901. It was 183 m long, but 
had only 2.44 m of water at its outer end so 
was only suitable for the small, shallow-draft 
lighters that carried cargo between the jetty 
and larger vessels anchored in deep water 
off shore. The jetty extended in a south-west 
direction from a position just west of Mary Ann 
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Figure 188.  A 
busy time at the 
Deepwater Jetty, 
Albany early 20th c. 
Photo: Public sign 
overlooking Princess 
Royal harbour.
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Point, at the foot of Veal Street. The following 
year the government extended it to a length 
of 196 m, but it still had only 2.5 m of water at 
its head during low tide. It was also equipped 
at that time with a small gauge tramway with 
a horse-drawn tram, and a goods shed. It was 
soon lengthened, this time by a further 183 m. 
A jetty head 15 m long with a width of 6.7 m 
was added. In 1907 it was again extended, 
this time to a final length of 432 m, but still 
only having 3.4 m of water at the head. The 
extension angled off towards the south-east. 
At this time a five-ton crane was installed, and 

two years later a 5th order dioptric navigation 
light was erected on an open braced steel tower 
on high ground at the shore end of the jetty. 
The white light had a height above high water 
of 22 m and was visible for 14 miles (26 km) 
(Government Gazette, 30 April 1909).

The jetty was demolished in 1983, and the 
light was dismantled at the same time. Some 
remains can be seen on shore but there is 
little left below sea level. There is, however, a 
great deal of material related to the jetty and 
associated industry scattered along the jetty 
alignment.

ESPERANCE
Town Jetty
To help with off-loading the many vessels 
calling at the town, mainly as a result of the 
gold rush to Coolgardie and Kalgoorlie, in 1895 
F.W.S. Reid was contracted to built a jetty 340 ft 
(103.6 m) long. The jetty extended in a south-
easterly direction from the end of James Street. 
As the head of the jetty was in only 10 ft (3 m) 
of water, this proved to be inadequate for 
many of the steamers. Consequently in 1897 
the jetty was lengthened to 2 810 ft (657 m), 
taking it at the head to a depth of 18 ft (5.5 m). 
The jetty had a 300-ft (91-m) head. A horse-
drawn tram ran along the jetty, and a red 
navigation light was placed at its outer end. 
The extension of the Perth–Southern Cross 
railway to the goldfields in the same year saw a 
rapid decline in maritime arrivals at Esperance. 
The completion of the Coolgardie–Norseman 
railway line in 1909 emphasized this decline. 
The jetty was subsequently demolished.

New Jetty, also known as the Long Jetty 
or Tanker Jetty
This jetty, built during 1934–35, came as a 
result of the Lake View and Star Gold Mining 
Company’s decision to change to the use of 
diesel for fuel. Initially known as the New Jetty, 
later referred to as the Long Jetty and then 
the Tanker Jetty, it was 667 m long and 4.6 m 
wide, with a head 15 m wide and 170 m in 
length. A rail line ran out along the jetty, and 
there was an 11.4-m depth at the head. Large 
diameter pipes carried fuel from the ships to 
tanks on shore. From here it was trucked to 
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Figure 189.  An 
early photo of the 
Esperance Jetty. Note 
the donkey engine, 
boiler and wooden 
tower being used to 
drive piles. Photo: 
Photoship
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the goldfields. This jetty still stands, although 
the rails, head and pipes have been removed 
and fire has destroyed a section. Fuel is now 
discharged from ships at the land-backed wharf 
built during the 1960s, and the Tanker Jetty is 
used mainly by anglers and recreational divers.

Castletown Jetty
The Castletown Jetty was built by the Esperance 
Bay Company during the 1890s in order to land 
material for the construction of Castletown. 
This was a company town, built to house 
employees working on the construction of 
the Esperance–Coolgardie railway. The jetty 
extended into 7 m of water, and was also used 
to discharge railway materials during the 
construction of the line. The jetty commenced 
at the foot of Chaplin Street and was connected 

to the main township of Esperance by a railway. 
About 1948 the jetty was sold to Brian Fullerton 
who dismantled and sold much of the timber 
structure. However, some piles and other 
timbers remain on shore as well as in the water.

ISRAELITE BAY
The building of the telegraph line along the 
south coast resulted in Israelite Bay becoming 
an important point at which small coastal 
vessels discharged many cargoes of poles, wire 
and other materials. Initially these operations 
had to be carried out using surf boats to land 
the cargoes on the beach. The Government 
decided that a jetty for small boats was required 
at Israelite Bay. The resulting jetty cost £364, 
was 247 ft (75.3 m) long and 5½ ft (1.7 m) 
wide. It was handed over to the Government 
by the contractor only six weeks after building 
commenced. Because of erosion, in 1902 the 
landward end was extended, and at the same 
time a 1-ton crane and tramway added. The 
seaward 60 m of the jetty are all that remains 
of this structure, and while there is a substantial 
amount of the structure visible, much of it has 
badly deteriorated.

EUCLA
The Eucla Jetty was built by Ballie, Davis and 
Wishart at a cost of £1 760 some ten years after 
the opening of the Eucla telegraph station 
in 1877. Equipped with a tramway, the jetty 
projected southwards for 495 ft (151 m) and 
was mainly used for the export of live sheep 
and sandalwood. It was abandoned in 1926 
when the telegraph station closed. A substantial 
amount of the jetty remains.
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Figure 190.  The 
Eucla jetty c. 1905. 
Photo: State library 
of South Australia.
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LIGHTHOUSES
The long coastline of southern Western 
Australia from Cape Leeuwin to the South 
Australian border is hazardous for shipping. 
There are numerous reefs and islands, long 
sections of cliffs, often strong southerly onshore 
winds and a high percentage of gales. Few safe 
anchorages exist, and yet there are very few 
lighthouses to guide mariners sailing along 
this coast. Before the advent of navigation 
by GPS, lighthouses were an essential tool of 
mariners, enabling them to avoid the hazards 
of reefs and rocks. Lighthouses helped to 
firmly fix a vessel’s position in the days when 
navigation was as much an art as a science. It 
is therefore surprising that before 1945 when 
this work finishes, there were so few lighthouses 
along a coast that was busy with coastal traders, 

whaleships from various nations, sealers and 
overseas ships heading to Albany or traversing 
the coast on their way to or from the eastern 
states. Entry by the small coastal trading 
vessels to the many anchorages along the coast 
was aided by leading markers on shore, but 
lighthouses were rare.

Point D’entrecasteaux
This, the last acetylene gas powered light 
in Western Australia, was erected at Point 
D’Entrecasteaux in 1960 and therefore falls 
outside the period covered by this work.

Eclipse Island
The 20-m high tower for this lighthouse, 
offshore from King George Sound, was built 
of reinforced concrete in 1926. It was the first 
Commonwealth-built lighthouse in Western 
Australia. The light, a first order dioptric 
built by Chance in England, had an elevation 
of 122 m and a range of 27 miles. There was 
accommodation for three lighthouse keepers 
and their families. Access to the island was by a 
crane situated on a landing about 15 m above 
a small bay on the north-east side of the island. 
Once hoisted by means of a large basket from 
the boat, people climbed a steep path to the 
lighthouse and cottages. Supplies were taken 
up initially by means of a flying fox, and later 
on a tramway.

Originally burning vapourized kerosene, 
the light was changed to an acetylene burner 
and later automated. In 1962 the lighthouse 
was connected to the mainland by radio-

telephone. Landing keepers and supplies on 
the island was dangerous because of the lack of 
a suitable harbour, and a fatal crane accident 
in 1976 resulted in the dismantling of the light. 
The optical system from this lighthouse is now 
on display at the Western Australian Museum, 
Albany. A replacement lighthouse built on 
the mainland at Cave Point was subsequently 
found to be partly obscured by Eclipse Island, 
so a new solar-powered light made from acrylic 
was placed back on the island. The Cave Point 
tower is now used as a receiver station for the 
Australian Search and Rescue organisation 
(AusSAR).

Breaksea Island
This, the second lighthouse to be built in 
Western Australia, was constructed in 1858 by 
Captain Wray of the Royal Engineers, with a 
party of miners and convicts. The 13-m high 
tower was made of pre-fabricated cast iron 
plates shipped from England, placed on an 
octagonal sandstone and brick building that 
contained a storeroom and quarters for the 
light keepers. The light, an oil burner with 
wicks, had a fixed second order dioptric sited 
some 117 m above the sea. This gave it a 
planned range of 27 miles, but it is doubtful if 
this was achieved at that time. Supply of stores 
and fuel to the island was by way of a landing 
stage:

The stage was a like a huge door, one end of which was 
hinged to eye bolts. Holes were drilled in the rocks and 
the ends of the bolts were let into these and the holes filled 
with lead. The outer end of the stage was suspended 
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Figure 191.    
Breaksea Island 
Lighthouse 1902. 
Photo: Albany 
Public Library.
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from poles fixed for that purpose, and blocks and tackle 
were used to hoist the staging out of reach of the waves, 
or to lower it to receive cargo, etc…Two moorings with 
chains and buoys were fixed one on either side of the 
stage. A boat with cargo was made fast to one of these, 
to enable her to swing into the jetty (Western Mail, 27 
January 1927: 13c).

Initially communication between the 
lighthouse and the shore was by flag and 
semaphore, but this was replaced in 1885 by 
telephone. At first the light was manned by two 
keepers, but in March 1893 a third keeper was 
appointed. The oil burning light, however, was 
not satisfactory, and a replacement first order 
dioptric was ordered. By the time this arrived 
in 1895 the tower needed replacing. The light 
was therefore placed in storage until a new 16-m 
high stone tower was built by Walter Harrison 
in 1901–02. It may have been at this time that 
the light was changed from oil burning to run 
on acetylene gas. The cylinders of gas were 
man-hauled on a trolley up the slope to the 
lighthouse. The light was automated in 1926, 
and in 1984 it was converted from acetylene 
gas to solar power.

Point King
This was built during the same year as the 
Breaksea Island lighthouse by Sergeant Joseph 
Nelson, supervised by Captain Wray (both of 
the Royal Engineers). Point King lighthouse was 
located on the northern side of the entrance 
to Princess Royal Harbour and was a wood-clad 
tower over iron frames. Wray reported:

The building will stand on a mass of granite, the lowest 
point of foundation being 17 ft above high water. As 
there is a heavy wash in easterly winds on this point it 
would not be safe to build at a lower level, even if it were 
practical. No tools that I can obtain or get repaired here 
will make any impression on this rock so as to prepare 
a level foundation in any reasonable time, and I have 
therefore determined to adopt a plan of building iron 
frames let into jumper holes 3 ft deep and run with 
lead. As these frames will seldom, if ever, get wet and 
they will be built in so far they cannot be exposed to the 
action of the atmosphere there will be no fear of failing 
from rust… I propose to build the light tower into the 
passage of the building. It’s base being altogether too 
small to stand by itself, and I consider more essential 
that the keeper should be under the same roof as the 
light (quoted in Montefiore, 2001:15).

The construction of the lighthouse and 
cottage cost £931.5.6.

The four-roomed stone cottage, with the 
entry to the lighthouse at the end of the 
cottage’s hallway, still exists. It was partly 
reconstructed in 1998. The original light tower, 
which had been clad in weatherboard planks 
cut from timber felled near the bridge over 
the King River, has gone. Fitted with a second 
order dioptric, the lighthouse was to have had 
a visible range of 18 miles. However, the use 
of poor quality whale oil reduced this range to 
only 12 miles, and necessitated the trimming 
of the wick every three to four hours instead 
of once a night. Extensions to the cottage to 
enable meteorological observations to be made 
were later carried out. By the mid-1870s the 
buildings were deteriorating. In 1901 the light 

was replaced with a fifth order dioptric. In 1910 
the old lighthouse was replaced with a 9-m high 
skeleton steel tower with an automated electric 
light at a cost of £343. The present tubular 
steel column lighthouse was built higher up 
the slope of the hill in the 1980s.

During World War II the cottage was used as 
an observation post, and one side of the anti-
submarine net across the Atatürk Channel was 
anchored at the base of the old tower.

Hopetoun
In 1909 a fifth order dioptric was placed on 
a 7.62 m open braced steel tower on high 
ground at the shore end of the Hopetoun Jetty. 
The white light had a height above high water 
of 22 m and was visible for 14 miles (26 km) 
(Government Gazette, 30 April 1909). The jetty 
was demolished in 1983, and the light was 
dismantled at that time.

Although not lighthouses, two timber 
navigation beacons provide, when in line, a 
clear passage approaching Mary Ann Haven 
from a south-easterly direction. These were 
built prior to 1900, as they are shown on an 
Admiralty chart of that date. A second set of 
beacons lead vessels into the inner anchorage.

Figure Of Eight Island & Cull Island
These two lights off Esperance, the most 
easterly lighthouses in Western Australia, were 
established in 1965 and therefore fall outside 
the period covered by this work.
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Figure 192.  The 
Cave Point 
Lighthouse tower, 
now used as a 
receiving station 
by the Australian 
Maritime Safety 
Authority. In the 
background is 
Eclipse Island with 
its solar powered 
lighthouse. Photo: 
Peter Worsley.
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Figure 193.  This 
painting by 
D.E. Cooper 
c. 1845 shows 
Albany on the 
shores of Princess 
Royal Harbour. 
Illustration: 
McKenna 
Collection.
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APPENDIX 1: COAL HULKS AND 
BUNKERING
As a major coal bunkering port from the arrival 
of the Larkins in July 1853 to the early 20th 
century, Albany relied heavily on coal hulks 
to store and supply visiting steamers. Over the 
years 22 different ships (all cut down sailing 
vessels) served as hulks in the port, and were 
painted different colours according to the 
company which owned them. All masts except 
the lower masts were taken off, and the interior 
stripped out excluding the officers’ cabins in 
the stern. Each hulk had a keeper, and it was 
in these cabins that the keeper and his family 
lived. In most cases the cabins were panelled in 
fine timbers as befitted the captain of a sailing 
ship, and consequently provided fairly elegant 
quarters for the family. The keeper’s job was to 
ensure that steam was maintained in the boiler 
and winches kept in working order. He lit the 
flares used to illuminate bunkering at night 
as there was no electricity, and generally took 
care of the hulk.

The hatches to the holds of each old vessel 
were enlarged for easier access, and a donkey 
boiler was installed on deck. This was used to 
operate steam powered cranes, using the lower 
masts and spars as derricks. Wooden fenders 
were fixed to the sides of the hulk to take the 
knocks while lying alongside the steamers 
during the transfer of coal. Davits on the stern 
of each hulk carried a sailing dinghy used in the 
handling of mooring lines, and by the keeper 
and his family to go ashore for provisions.

Most of the anthracite coal supplied to 

shipping at Albany came from either NSW 
or Great Britain, as Western Australian coal 
was not of a high enough quality, particularly 
during the earlier years of steam powered 
shipping. The very best coal came from Wales 
and Newcastle (England), although some New 
Zealand coal was also of a high quality. Later 
more efficient forced-draught boilers could 
burn inferior quality coal, but even so coal from 
Collie was seldom used.

When a collier arrived in Albany it had 
to anchor off as there was insufficient depth 
of water alongside the P&O Jetty, sometimes 
called the Coaling Jetty. On many occasions 
colliers discharged coal directly into the hulks. 
However, if coal was to be stored ashore, a 
line was taken to the jetty along which lighters 
could be pulled to and fro between collier 
and jetty. In the hold, bulk coal was bagged by 
shovellers. The bags of coal were then carried 
along a staging fixed to the deck of the collier, 
and which overhung the lighter. The bags were 
stacked into the lighter, which was then taken 
to the jetty by pulling on the line. At the jetty 
the coal was off-loaded and carried ashore to 
the appropriate stockpile. When a hulk needed 
topping up, it was from these stockpiles that 
bags of coal were taken out by lighters and 
emptied into its holds.

After discharging coal, each collier had 
to have ballast added to compensate for the 
lack of weight low down in the hull. In Albany 
this came in the form of sand brought from 
Emu Point, and three locally-built vessels were 
mainly involved in carrying the sand to the 

ships. These were the schooner Walter and 
Mary and the cutters Ada and Cartaburnup (see 
entries).

At Albany hulks were divided into two 
categories. ‘Sound hulls’ were moored in 
deep water while ‘leaky hulls’, which required 
constant pumping to keep them afloat and the 
contents dry, were anchored in shallow water 
closer to shore. For example the Priscilla (see 
entry) was classed as a sound hull and anchored 
in water deep enough for steamers to be able 
to moor alongside for coaling. However, the 
Athena (see entry) was one of the latter group 
of hulks, and was anchored in shallower water. 
This necessitated each hulk being towed by 
a local tug to the steamer which required 
bunkering, as steamers usually had a draught 
too deep to allow them to come into shallow 
water.

Once the hulk and steamer were moored 
alongside each other, coal was transferred to 
the steamer using large baskets, each carrying 
a third of a ton (340 kg). These were moved 
with the aid of derricks on the hulk. The task 
of filling the baskets in the hulk was that of 
shovellers, who normally worked in pairs. 
Standing before a mountain of coal in the 
hold, they would place the basket on its side 
and cause a minor avalanche of coal to partly 
fill the basket. This was then placed upright, 
and filling completed using large shovels with 
short handles (which enabled them to be used 
in small spaces).

The task of the winch driver on the hulk 
required less physical effort than that of the 
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shovellers, but was very stressful as a basket 
hoisted incorrectly, or even too quickly, could 
lose its cargo of coal. This could maim or kill 
the shovellers working below. Winch drivers 
stood at their winches for long periods, with 
the added stress of poor visibility during night 
work. After being winched up from the hold 
coal was tipped from the basket into a ‘tram’, 
or small truck, which was then pushed along a 
wooden tramway projecting over the side of the 
hulk to a position above the bunker hatch of 
the steamer. The coal in the tram was emptied 
into the steamer’s bunker, where the trimmers 
took over.

Trimmers came to work only after a few 
hours of coaling had passed. By then the 
bunkers were filling, and it was their job to trim, 
or level, the coal, spreading it to ensure both 
stability of the steamer and to make it readily 
available to the stokers. The whole bunkering 
process normally took from 18 to 24 hours 
to complete. When steamers regularly called 
in for bunkering it was economically viable. 
However, when towards end of the 1800s 
regular visits almost ceased, specialist coaling 
workers needed other jobs and so were not 
always available on demand.

In September 1908 the visit to Albany 
of the United States Atlantic Fleet (the so-
called Great White Fleet) must have kept coal 
workers much busier than usual. The fleet’s five 
ancillary vessels, which included three colliers, 
were delayed and so did not arrive with the 16 
battleships and their six escorting destroyers. 
The warships were initially bunkered from the 

hulks. They took on board about 25 000 tons of 
coal during the week that they were in harbour. 
The second major bunkering event occurred 
in November 1914, when the mixed-nationality 
collection of troop carriers and their heavily 
armed escorts assembled in King George Sound 
prior to sailing for the Middle East. Bunkering 
was to be less important during World War II, 
as much shipping had by that time changed 
from coal to oil propulsion.

The beautiful clipper ship Samuel Plimsoll 
ended its working life as a coal hulk, stationed 
for a short while at Albany. It had been dis-
masted in 1902 during a voyage to New Zealand. 
The decision was made to tow it to Newcastle, 
where it was stripped down, converted to a hulk 
and then towed to Princess Royal Harbour. The 
first steamer to take coal from this hulk was 
the Matin, and the speed with which this was 
done was praised by a local newspaper. Using 
only one gang, the men loaded 80 tons of coal 
between 10.45 a.m. and 3.30 p.m. Allowing for 
the ‘usual half hour for lunch and 20 minutes 
lost in shifting the tramway…the coal was 
placed on board at a rate exceeding 20 tons 
an hour’ (Albany Advertiser, 9 December 1903: 
2g). Instead of becoming a loss in this book, less 
than a year later the Samuel Plimsoll was taken to 
Fremantle to also be used there as a coal hulk.

After years of service, hulks were usually 
stripped of the few useful items on board and 
then towed away to be burnt or sunk using 
explosives.

APPENDIX 2: CAREENING

The operation of heaving the ship down on one side, 
by arranging the ballast, or the application of a strong 
purchase to her masts, which require to be expressly 
supported for the occasion to prevent their springing; 
by these means one side of the bottom, elevated above 
the surface of the water, may be cleansed or repaired 
(Smyth, 1991 (1867): 164).

Careening was a common practice of 
sailing ship captains during the 18th and 19th 
centuries. As Admiral Smyth’s description 
above states, the necessity to repair or clean the 
underwater part of a hull meant that if there 
was no dry dock available, the ship had to be 
heeled so that access could be gained. Heeling 
a ship by moving weights such as ballast, guns, 
water casks, or other heavy weights to one side 
was called parliamentary careening, and only 
exposed the upper part of the vessel’s bottom. 
To get at the lower part and keel required 
heeling the vessel over to a much greater angle, 
and was accomplished in different ways.

Prior to the advent of copper and Muntz 
metal sheathing, a method of cleaning the 
underwater section of the hull of a vessel was 
called breaming. This cleaning of sea-weed and 
barnacles was done by applying burning grass, 
reeds or similar to the bottom. This melted 
the pitch coating (used as an anti-fouling) and 
enabled the weed and shells to be scraped off 
before another coating of pitch, and sulphur 
if available, was applied. Breaming was a 
dangerous practice, and a number of vessels are 
known to have caught fire while being breamed.

 References 331

Worsley3Final.indd   331 14/04/2015   2:19 pm



Probably the most common method of 
careening was to lay the ship ashore, parallel 
to the shore-line and preferably on a steeply 
sloping beach. Tackles from the mastheads 
to anchor points on the shore pulled the ship 
over. To prevent the hull sliding away during 
this manoeuvre, further tackles were run from 
anchor points on the shore, then under the 
hull to the seaward side. These would later 
aid in raising the ship upright again, after the 
repairs or cleaning of the exposed side had 
been completed. When one side was finished 
the ship would be raised upright, floated off 
on a high tide, turned around and the process 
repeated. This was how James Cook repaired 
the barque Endeavour in June 1770 after it 
had so nearly been wrecked off the coast of 
Queensland.

At some ports the ship could be laid 
alongside a wharf and tackles arranged as 
described above, but often attached to specially 
placed hauling down capstans such as those 
used by Horatio Nelson to careen his ship 
HMS Boreas at English Harbour, Antigua. The 
careenage was ‘a feature of every sizeable 
port or anchorage in any West Indian island’ 
(Clark, 1960: 31). The careenage was usually 
a separate, sheltered basin at the head of the 
harbour.

At other times the vessel could be heaved 
over with the help of another vessel tied 
alongside. This occurred in the case of the 
Italian barque Gio Batta Repetto after it hit 
a reef in King George Sound on 10 March 
1899 (see entry). The barque was hove down 

using the barquentine Iris so that shipwright 
Robert Howson could carry out repairs. The 
photograph in the entry on the Gio Batta Repetto 
shows the vessel lying on its starboard side with 
men on a raft near the bow.

Another of the vessels mentioned in this 
work which was careened to carry out repairs, 
was the Casuarina. This 30-ton schooner built in 
Sydney was purchased there by Nicolas Baudin 
in 1802, to accompany him in his exploration 
and survey work in Australia. The commander, 
Louis de Freycinet, later complained of 
the poor construction of the vessel and its 
indifferent sailing qualities. Baudin in the 
Géographe had to continually shorten sail to 
allow the schooner to keep up. During the 
weeks spent in Bass Strait the Casuarina twice 
went aground. This, combined with the fact 
that much of the topside planking had only 
recently been renewed using green timber, 
resulted in the Casuarina making 200 mm of 
water an hour, a considerable amount for a 
small vessel. As a consequence early in 1803 
the schooner required repairs and re-caulking, 
so was careened in Princess Royal Harbour. 
The repairs enabled Casuarina to continue 
surveying along the Western Australian coast 
as far north as Shark Bay; and then sail to 
Mauritius.

The topsail schooner Eclipse (see entry) was 
careened twice. In December 1900 it was driven 
onto the reef in Goose Island Bay on Middle 
Island, leaving a hole 1.22 m wide below the 
waterline. After discharging most of the cargo 
the schooner was beached, careened, and 

temporary repairs made. This took a fortnight, 
and it then sailed to Esperance where it was 
again careened and further repairs carried out. 
It set sail for Adelaide over a month after first 
going aground.

In late 1829 the Governor Phillip ran aground 
while entering Princess Royal Harbour (see 
entry). While the brig was quickly got off, 
the damage to the planking and caulking was 
serious enough to cause a delay of two weeks, 
during which time it was careened so that 
repairs could be made.

Careening, although a common practice, 
was not without its hazards. In 1867 the Lady 
Lyttleton was being careened at Emu Point 
by being hove down using tackles from the 
mastheads to the shore so that repairs could be 
carried out to the hull. During the manoeuvre 
it slipped, probably due to gear failure. The 
tackles heeling the vessel over prevented the 
barque from returning to an upright position, 
and it filled and sank (see entry).

Careening was such a common practice 
that many vessels would have been careened 
along the south coast without the incident 
appearing in any contemporary documents. 
The construction of the P&O Company’s 
floating dock in Albany in 1866 meant that 
that company could more easily repair and 
maintain its fleet of lighters and hulks. There 
is no indication that other vessels used it until 
after it was sold to Armstrong and Waters in the 
late 19th century.
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APPENDIX 3: SAILING SHIP RIGS
There are a multitude of different rigs used 
on sailing vessels and there are many books 
on the subject. The descriptions here will only 
be of the main rigs that were used in Western 
Australia by both local and overseas vessels. 
Rig type depended on many factors such as 
crew size, vessel use, local traditions, initial 
cost, ongoing costs, local weather conditions, 
and more. 

The sails on a vessel are of two types. Square 
sails hang from a yard and are set athwartships, 
that is at right angles to the fore and aft 
centreline of the vessel. They can be braced, or 
swung to one side or the other, so that they can 
still work when the wind is blowing towards the 
beam of the ship. Square sails excel when the 
wind is from behind and the ship is running. 
They become much more limited when the 
vessel is heading upwind and tacking. Square 
sails are effective to within about 60º to the 
wind in the best vessels, but most often square 
sails will only work well if they are considerably 
further off the wind than that.

Fore and aft sails are those set along the 
centreline of the vessel. They are set from stays 
or from the aft side of masts. Fore and aft sails 
are most useful when tacking upwind and when 
reaching across the wind. Fore and aft sails 
normally require a smaller crew to set, reef and 
furl than square sails but are not as efficient as 
square sails when the vessel is running before 
the wind.

In most cases sails take their name from the 
mast or stay on which they are set. Thus there 

are the main course, the foretopsail and the 
mizen staysail. In early square-rigged vessels 
there were few sails on a mast and these were 
often large. The Duyfken only had two on the 
mainmast, the Endeavour three on its mainmast. 
Over time some of these sails were split into two 
sails, so that the topsail for instance became 
two sails, the upper and the lower topsail. The 
topgallant was also treated in this way if it was on 
a large vessel with large sails. This enabled sail 
handling by a smaller crew, and better control 
of the sail area. As the superior strength of iron 
and then steel became more commonly used in 
both hull construction and rigging, the masts 
became loftier and the number of sails per mast 
increased. Later sailing ships could have up to 
seven square sails on a mainmast. Starting from 
the bottom these would be the main course 
or mainsail, the main lower topsail, the main 
upper topsail, the main lower topgallant, the 
main upper topgallant, the main royal and 
the main skysail. A very few had another sail 
above the skysail which was called a moonsail, 
moonraker or raffee.

Although a ship is said to be square rigged, 
it also set many fore and aft sails. These include 
jibs, staysails, spencer and spanker. Jibs are 
those sails set on the bowsprit and jib-boom, 
staysails are set on stays, a spencer is a fore and 
aft gaff sail set on the mainmast of a ship and 
a spanker is the same type of sail set on the aft 
mast. In fact almost half the total number of 
sails on a square rigged ship could be fore and 
aft, but the main driving sails were those on 
yards set square to the masts.

The rigging used to hold the masts upright 
is called standing rigging. This consists of 
shrouds and stays. Shrouds, which go from 
the mast to the ship’s side, support the mast 
athwartships. Stays support the mast from 
moving forward or backwards and can go either 
to the centreline of the vessel or to the sides. 
Other standing rigging includes shrouds each 
side of a bowsprit to prevent the sideways pull 
on that spar, the bobstay that counteracts the 
upward pull on the bowsprit, and lifts which 
are fixed supports for the yards on a square 
rigged vessel.

The running rigging comprises all the ropes 
by which sails are raised, lowered, reefed and 
set to the best angle to the wind for efficient 
sailing. These ropes must be flexible and so 
were often natural fibre ropes or, in some 
instances, flexible iron or steel wire rope with 
natural fibre tails, or chain. There are a great 
number of ropes in a vessel’s running rigging 
and sailors had to learn where each was secured 
so that they could go to the required rope 
without hesitation on the darkest night.

Underneath each description is listed the 
vessels of that rig wrecked or stranded along 
the coast between the Flinders Bay and Eucla 
and mentioned in this work.
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Ship
Colonna (hulk)
Herschel (hulk)
Kelat (hulk)
Kingston
Larkins (hulk)
Neck
Northumberland
Marjanka
Zephyr (hulk)
Drawing P. Worsley after Greenhill
The sailing ship is, correctly speaking, a 

specific rig. A ship is defined as a vessel with 
three or more masts, square rigged on all masts. 
Initially ships had three masts and this number 
remained the norm for most ships. But as the size 
of the ships increased and the number of crew 
diminished more masts were added. The greater 
number of masts meant that the size of individual 
sails became smaller and therefore more easily 
handled by the small crew. The Preussen was the 
only five-masted sailing ship built. It was built for 
R.F. Laeisz’s ‘P’Line in 1902. There were however 
a number of four-masted ships built. One of the 
benefits of the extra mast was that the sail area 

on each mast was reduced and therefore the 
mast needed less strength and could be lighter. 
Reduction of weight aloft was of great benefit to 
any sailing vessel. Ship masts are in three parts 
– lower mast, topmast and topgallant mast. The 
classic example of ship rig is the Cutty Sark.

Barque or Bark
Alicia
Anne Melhuish (hulk)
Athena (hulk)
Batoe Bassi
Copeland (hulk)
Giovanni Batta Repetto
J.L. Hall (hulk)
Kingfisher (hulk)
Lady Lyttleton
Mandalay
Margaret (hulk)
Marius Ricoux (hulk)
Priscilla (hulk)
River Thames
Saint Lawrence (hulk)
Sir William Molesworth
Drawing P. Worsley after Greenhill
The barque is a vessel with three or more 

masts, fore and aft rigged on the aft mast and 

square rigged on all the other masts. Unless 
otherwise stated, a barque was considered to 
have three masts.

Whaling barque Whaling ship
Fanny Nicholson Avis
Runnymede
Drawing P. Worsley after Desmond
A slightly different type of vessel was that 

used for whaling. The whalers could be either 
ship- or barque-rigged. The main difference 
from other ships or barques was that they were 
built to stay at sea for a very long time, often 
years, before returning to their home ports. 
They therefore had to carry large quantities 
of stores, and were burdensome rather than 
elegant. Speed was of secondary importance. 
Other distinguishing features were the tryworks 
on deck and a number of whaleboats carried 
both in davits and on deck.

334  Historic Shipping in Western Australia

Worsley3Final.indd   334 14/04/2015   2:19 pm



Brig
Arpenteur
HMS Bathurst
Belinda
Governor Phillip
HMS Pelorus
Sarah Burnyeat
Drawing P. Worsley after Greenhill
The brig is defined as a two-masted vessel 

square-rigged on both masts. Brigs were smaller 
than ships so there was not the need for more 
than two masts. A brig’s masts were called fore 
and main, and the main had a spanker set 
behind it. Brigs were a common sight during 
the nineteenth century and were used for both 
coastal trading and long distance carrying. 
Similar to the brig was the snow. The difference 
between a snow and a brig lay in the placement 
of the spanker. In a brig it was attached to 
the mainmast, in a snow it was attached to 
a separate, small trysail mast just aft of the 
mainmast. In both cases the naming of the sails 
followed the practice used in full-rigged ships.

Brigantine
Mary Herbert
Wave
Drawing P. Worsley after Greenhill
Brigantine rig is used on a two-masted 

vessel, which is square-rigged on the foremast 
and fore and aft rigged on the mainmast with 
square rig on the main topmast above the 
spanker. The hermaphrodite brig was the 
same as a brigantine, except that there were 
no square sails on the main topmast. This was 
the more common rig of the two, and through 
common usage it also became known as 
brigantine. Brigantines were common trading 
vessels during the nineteenth century.

Schooner
Agnes
Chance
Fairy
Hope
Lucy
Rip
Waratah
Drawing P. Worsley after Chapelle
The term schooner covers a number of 

differing rigs. Schooners have two or more 
masts, all fore and aft rigged. Schooners were 
originally two-masted with a fore and mainmast. 
As their size increased so did the number of 
masts, the biggest having seven masts. A good 
example of a large schooner was the Alex T. 
Brown, wrecked just south of the Moore River 
in 1917. This American built and owned four-
masted schooner was 55 metres in length, with a 
gross registered tonnage of 788. Three-masted 
schooners in which all masts are of the same 
height are called tern schooners.
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Topsail Schooner
Brothers
Eclipse
Grace Darling
Harlequin
Isabella
Mary Ann
Thetis
Drawing P. Worsley after Greenhill

In the case of a topsail schooner, one to 
three square sails are set on the foretopmast in 
addition to the normal fore and aft sail, known 
as the foresail, set behind the foremast. Up until 
the early 1870s there was no distinction made 
between topsail schooners and fore-and-aft 
schooners; in fact most of these vessels were 
recorded as just ‘schooner’. It is therefore 
difficult to ascertain the exact rig of many 
schooners. Unless otherwise stated, a schooner 
was considered to have two masts.

Ketch
Ettie
Sea Queen
Swift
Drawing P. Worsley after Greenhill
The ketch is a vessel having two masts, a 

mainmast and a mizenmast behind it. Ketches 
are fore and aft rigged on both masts. Ketch 
rig was common on coastal traders in Britain 
and also in Tasmania and South Australia. The 
pearling luggers of Broome and other north 
Australian ports are normally ketch rigged. The 
ketch shown above is fitted with a lug topsail 
on both masts.

 
Drawing P. Worsley after Worth (1928).

 Drawing P. Worsley after Ross Shardlow

Yawl & dandy
Isabella
P&O lighters
These two rigs are similar to the ketch but 

have a smaller mizen sail set on a mast placed 
further aft.

336  Historic Shipping in Western Australia

Worsley3Final.indd   336 14/04/2015   2:19 pm



Cutter
Ada
HMS Bramble
Cartabunup
Cricketer
Fleetwing
Guinevere
Laura
HMS Mermaid
Mountaineer
Twilight
Victory
Drawing P. Worsley after Greenhill
A cutter is a small vessel with one mast and 

a bowsprit, which sets fore and aft sails. Cutters 
normally set two headsails on the bowsprit. The 
bowsprit can be reeved, that is it can be hauled 
inboard to shorten the space required by the 
vessel in port. The bowsprit can also be reeved 
in heavy weather to bring the weight of this spar 
more inboard. The gaff mainsail of a cutter 
can have a topsail set above it for use in light 

weather. Large cutters were commonly used by 
customs men in England to chase smugglers, 
as they were fast and manoeuvrable. Some of 
these Revenue Cutters were fitted with a square 
sail on the mast as well as the normal fore and 
aft sails. The Royal Navy also used cutters with 
a similar rig. These usually carried large crews, 
and were well armed.

Sloop
Camel
Lenita
Longboats
Whaleboats
Drawing P. Worsley after Ansel
This is similar to the cutter but often has only 

a single headsail and sometimes no bowsprit. 
If there is a bowsprit it cannot be reeved. It 
was often used on small craft operating within 
harbours and on rivers. Whaleboats, and the 
pilot boats based on whaleboat design, were 
sloop rigged as were many of the smaller fishing 
boats and sailing lighters and flats.
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Aft Behind: towards the after or 
stern part of a vessel.

Athwartships Across the breadth of a vessel. 
Hence, thwarts are seats running 
across a boat.

Baleen The proper name for whalebone, 
the bristles in the mouths of 
some species of whales which 
are used to filter krill and other 
small marine organisms from 
the sea.

Ballast Additional weight carried in a 
ship to give it stability and/or to 
provide a satisfactory trim fore 
and aft.

Ballast keel Cast lead or iron bolted to the 
underside of the keel of a vessel 
to provide stability.

Beam  The maximum breadth of a ship.
Beam ends A ship is on its beam ends when it 

is heeled over to such an extent 
that the deck beams are nearly 
vertical.

Bilge The lower internal part of the 
hull on either side of the keel 
and keelson out to where the 
frames turn upwards. It is where 
any water that enters the vessel 
will collect.

Bilged A vessel is said to be bilged when 
it is holed in the area of the 
bilge.

Binnacle The stand in which a compass is 
set.

Boatsteerer The forward-most oarsman in a 

whaleboat. It is the boatsteerer 
who throws the harpoon.

Boom A spar that extends the foot or 
bottom of a sail.

Bottomry  A mortgage on a ship executed 
by a master when he is out of 
contact with the owners, and 
needs to raise money for repairs 
or to complete a voyage.

Bow The forward part or head of a 
vessel beginning where the sides 
trend inward and terminating 
where they unite at the stem.

Bower or bow anchor A large anchor 
(normally the vessel’s largest) 
stowed on the bows. The ‘best 
bower’ was the main anchor.

Breaming Cleaning a vessel’s tarred bottom 
by burning off the seaweed and 
shells which accumulate there. 
This is carried out by holding 
burning brushwood against the 
hull.

Cable 1. The chain or rope by which a 
ship’s anchor is held.

 2. A tenth of a nautical mile, or 
185 metres.

Candela The international unit used 
for the measurement of light 
intensity.

Carvel A method of boat building in 
which the strakes are flush one 
with another and present a 
smooth surface.

Cemented Some iron and steel vessels were 

given a coating of cement on 
the inside of the hull below the 
waterline as a rust preventative 
coating. In some cases, to 
prevent the accumulation of 
pockets of bilge water, the spaces 
between the floors were filled 
with cement.

Chronometer A timepiece designed to be 
accurate in all conditions of 
temperature, pressure, etc., used 
in navigation.

Clinker  A method of building a boat in 
which each strake overlaps the 
one below it. The well-known 
Viking boats are examples of 
clinker planking construction. 
Until the second half of the 20th 
century it was the most common 
form of construction in dinghies 
and small boats, providing 
strength with lightness. It was a 
construction method also used 
in early riveted iron and steel 
ship construction, where one 
iron plate overlapped the one 
below.

Clumsy cleat A semi-circular notch in a 
forward athwartships plank 
known as a thigh board, into 
which the harpooner braces 
his thigh in a whaleboat while 
throwing.

Composite construction A vessel planked with 
wood on an iron or steel frame.

GLOSSARY
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Copper bottomed Sheathing wooden hulls 
below the waterline with copper 
plates to protect the timber from 
toredo worms and to reduce 
fouling by barnacles and weed. 
See also yellow metal.

Counter That part of a vessel’s hull that 
projects beyond the sternpost. 
The overhang at the stern.

Davit Small cranes, fitted with hoisting 
and lowering gear in the form of 
blocks and tackles, from which 
lifeboats are slung along the 
edge of the decks of ships.

Depth In ships this is taken inside, 
from the underside of the deck 
beams to the top of the keelson. 
In open boats it is taken outside, 
from the top of the gunwale to 
the underside of the true keel.

Dioptric Chance Brothers limited of 
Birmingham, the main British 
manufacturer of lighthouse 
equipment in the second 
half of the 19th century, 
developed a system of ‘orders’ 
to enable a choice of range and 
characteristics of lights to be 
selected. These orders related to 
the focal distance of the optical 
panel from the light source. For 
the larger optical systems this 
meant that a larger light source 
and a higher proportion of the 
useful light could be directed as 

a beam. Some of these orders 
were:

  First order: 920 mm
  Second order: 700 mm
  Third order: 500 mm
  Third order (small type):375 

mm
  Fourth order: 250 mm
  Fifth order: 187.5 mm
  Sixth order: 150 mm
Donkey boiler An auxiliary boiler used to 

generate steam for a donkey 
engine.

Donkey engine An auxiliary engine used 
for driving pumps, winches, 
windlasses and steering gear. 
Later vessels had electric 
generators, ventilation fans and 
refrigeration run from donkey 
engines.

Dumb barge A barge that has no means 
of propulsion and therefore 
requires another vessel to move 
it.

Fathom A measure of depth equal to 6 
feet or 1.83 metres.

Felt The material, usually soaked 
in tar, which was put on the 
hull below the waterline before 
the yellow metal sheathing was 
nailed on.

Fiddle bow Also known as fiddlehead 
bow, and was a stemhead 
finished off with an inward 
turning scroll similar to 

that of a violin instead of a 
figurehead. Also used now to 
describe the termination of a 
clipper bow.

Flat  A barge or lighter having a flat 
bottom.

Floor That part of the frame that runs 
athwartships and crosses the keel 
to extend out over the bilge.

Flotsam Goods accidentally lost 
overboard from a vessel and 
which float, or goods that have 
floated up from a wrecked vessel.

Fothering To draw a sail or other piece of 
canvas under the bottom of a 
holed vessel so that it covers the 
hole and is kept in place by ropes 
and the pressure of water.

Furl To wrap or roll a sail close up to 
the yard, stay or mast to which it 
belongs, and to lash it there.

Gaff The spar that pivots on the mast 
and extends the head of a four 
sided fore and aft sail.

Garboard The first plank either side of the 
keel.

Gudgeon The metal plate carrying a 
hole, bolted to the sternpost of 
a vessel. This takes the pintle 
of the rudder, so that they act 
together as a hinge allowing 
free movement of the rudder in 
either direction.

Head The whole forepart of a vessel, 
including the bow.
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Helm  The steering apparatus of a ship, 
normally a tiller or wheel.

Horsepower There are a number of different 
horsepower measurements. The 
two referred to in this book are:

 IHP – indicated horsepower. This 
represents the power developed 
by an engine, including the 
power necessary to overcome 
internal friction of the moving 
parts.

 NHP – nominal horsepower. 
This term has long been 
abandoned. It was calculated 
using the area of the piston, the 
effective pressure and the speed 
(assumed) of the piston. It really 
only gave an indication of the 
size of the engine rather than a 
true indication of the power of 
the engine.

Hulk An old or damaged vessel 
converted for a use which did 
not require it to move, such as a 
floating storehouse.

Jetsam Goods deliberately cast 
overboard from a vessel, for 
example to lighten it if it is in 
trouble.

Jib Triangular sail set by sailing 
vessels on the stays of the 
foremast. A jib is fastened to a 
bowsprit in those vessels with this 
spar.

Jury Prefix meaning temporary. 

For example a ‘jury mast’ is 
a mast specially made and 
rigged temporarily in place of a 
damaged one.

Kedge To move a vessel by repeatedly 
laying out its small kedge anchor 
and then hauling in on the cable, 
until the vessel is brought to the 
desired location.

Keel The lowest and principal timber 
of a wooden ship to which are 
fastened the frames, stem and 
sternpost. The lowest continuous 
line of plates in a steel or iron 
ship. The backbone of the ship.

Keelson A fore and aft centre line timber 
or girder that fits above the 
floors to stiffen and strengthen 
the vessel.

Knee A timber or metal bar fashioned 
into a right-angle to provide 
strength and support to the 
timbers in a wooden ship.

Knot A measure of speed, one knot 
equals one nautical mile per 
hour, 1.151 statute miles per 
hour or 1.852 kilometres per 
hour.

Lapstrake  See clinker.
Lay A proportionate share of the 

money made by a whaling ship 
voyage paid to all the crew of the 
ship. It was based on seniority 
and while the captain might 
receive one-twelfth and the 

first mate one-eighteenth, an 
ordinary seaman would receive 
as little as one hundredth or 
even less.

Leeway The distance a vessel is set off 
her course by the action of wind 
and/or tide.

Letter of Marque A commission licensing 
a privately owned ship to cruise 
in search of enemy merchant 
vessels, either as reprisal for loss 
suffered or as an act of war.

Lighter A powerful hull or barge, flat 
bottomed, for transporting 
heavy goods ashore or up rivers.

List  To lean over or cause to lean 
over to one side.

Load A load of timber consisted of 40 
cubic feet (1.133 cubic metres) 
of green un-sawn or round 
timber, or 50 cubic feet (1.42 
cubic metres) of dry sawn or 
square timber.

Main The principal mast of a sailing 
vessel and the principal sail on 
that mast.

Master  The captain of a merchant vessel.
Mile  There are two different miles 

referred to in this book.
 Nautical mile – a measure of 

distance used in navigation and 
equal to 1,852 metres and based 
on one minute of latitude.

 Statute mile – used on land and 
equal to 1,609.3 metres. This 
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has been superseded, because of 
metrication in Australia, by the 
kilometre.

Mizen The third aftermost mast of a 
square rigged sailing ship or a 
three-masted schooner, or the 
small after mast of a ketch or 
yawl. The sail on that mast.

Patent log Device towed behind a vessel by 
which the vessel’s speed and the 
distance run can be measured.

Pintle The pin on a rudder which 
fits into the gudgeon on the 
sternpost to act as a hinge, 
allowing the rudder to swing 
from one side to the other.

Poop  The short aftermost deck of a 
ship.

Port  The left hand side of a vessel 
when facing forward.

Praam A dinghy having a truncated or 
sawn-off bow fitted with a small 
transom.

Privateer A privately owned, armed vessel 
which operated in times of war 
against enemy merchant vessels.

Quadruple expansion The expansion of 
steam in four separate stages in 
a reciprocating engine.

Reaching Sailing with the wind mostly on 
the beam, i.e. the wind coming 
more towards the side of the 
vessel than the bow or stern.

Reef The operation of reducing the 
area of sail spread to the wind. 

Square sails are reefed from the 
top; fore and aft sails are reefed 
from the bottom.

Running Sailing with the wind coming 
from aft or very nearly so, i.e. 
from behind.

Shares  Ownership of vessels was 
traditionally composed of 64 
shares.

Shooks Bundles of ready shaped staves 
from which a cooper can 
assemble barrels.

Skipper  Master of a fishing vessel or a 
small trading vessel.

Spar A general term for any wooden 
support used in the rigging of a 
ship; it embraces all masts, yards, 
booms, gaffs, etc.

Spencer In square-rigged vessels, a fore-
and-aft gaff sail set on the aft 
side of the fore or main-mast. 
The similar sail set on the aft side 
of the mizzen-mast was called a 
spanker.

Starboard  The right hand side of a vessel 
when facing forward.

Stem The foremost timber or steel 
member forming the bow of a 
vessel joined at the bottom to the 
keel.

Stern  The after part of a vessel.
Strake A line of planking extending 

the length of a vessel. Because 
of the limitations on the length 
of wood available, a large vessel 

requires several planks joined 
end to end to make up a strake.

Stream anchor An anchor carried as a spare, 
smaller than the bow anchor but 
larger than the kedge.

Tack A vessel is on a port (or 
starboard) tack when it is sailing 
close-hauled with the wind on its 
port (or starboard) side.

Tacking A vessel tacks when it changes 
from one tack to the other by 
altering course into the wind 
and then away from it on the 
other tack.

Thwart  The transverse wooden seat in 
an open boat.

Tiller The handle or beam at the head 
of the rudder used to move the 
rudder as required.

Tonnage  A unit previously used to 
measure the carrying capacity 
of a vessel and named after the 
tun, a cask or barrel of a specific 
size in which some cargoes were 
carried. From this come the 
words ton and tonne.

 There are a number of different 
tonnages. Tonnages based on 
length, breadth and depth 
varied depending on the country 
and the period. There were, for 
instance, new rules on tonnage 
measurements introduced in 
England in 1836 and again in 
1854. The parameters for the 
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measurements used to calculate 
the different tonnages changed 
at different periods of time.

 Displacement – the actual weight 
of the vessel.

 Gross tonnage – the cubic capacity 
of the total enclosed space inside 
a vessel in cubic feet divided by 
100.

 Net tonnage – the cubic capacity 
of the earning space in a vessel in 
cubic feet divided by 100. This is 
the gross tonnage less machinery 
space, crew’s quarters, etc. This is 
also called the Register tonnage.

 Underdeck tonnage – the cubic 
capacity below the main deck 
in cubic feet divided by 100. It 
does not include the poop or 
forecastle.

 Deadweight tonnage – the weight 
in tons of the cargo plus fuel that 
a ship can carry.

Top-hamper Weight aloft, as in the yards, 
topmasts, etc., described by 
Admiral Smyth in the 19th 
century as ‘things which, though 
necessary, are in the way in times 
of gales or service’.

Treenails Long cylindrical dry wooden 
pins which are used to fasten 
planking to a vessel’s timbers. 
After launching the treenails 
absorb water, swell and become 
very tight.

Tun A large cask once used for the 
transport of wine. The number 
of tuns that would fit into a 
vessel’s hold became a measure 
of its tunnage [tonnage]. The 
number of litres in a tun varied 
depending on what type of wine 
was being carried.

Wales An extra thickness of timber 
or metal secured to the sides 
of a vessel to protect the hull. 
Sometimes called rubbing 
strakes.

Wear ship To put a vessel on the other tack 
by bringing the wind around 
the stern as opposed to tacking, 
when the wind is brought around 
the bow. It is virtually the same as 
gybing.

Whaleboat A light, manoeuvrable double-
ended boat used in chasing and 
harpooning whales. They were 
from 8–10 metres in length and 
normally carried a crew of six.

Work As applied to the planks of a 
vessel this means to open or 
work open as the vessel strains in 
a sea.

Yard A spar crossing the mast of a 
vessel from which a sail is set. A 
yard can set either a square sail 
or, in the case of a lug sail, a fore-
and-aft sail.

Yellow metal Muntz metal, a mixture of 3 parts 
copper and 2 parts zinc. Plates 

of it were used to sheath the 
underwater section of wooden 
hulls to protect them from the 
toredo worm, gribbles and to 
slow the growth of weed and 
barnacles.
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Acheron (HMS) 195, 313
Ada 58, 59, 115, 330, 337
AE2 316
Aerial 312
Agnes 190, 191, 198, 199, 200, 233, 234, 259, 312, 320, 335
Agra 171
Albany 145, 163
Albion 30
Aldinga 135
Alex T. Brown 335
Alicia 84, 334
Alita 207
Amelia 203
America 161
Amity 122, 123, 133, 165, 275, 276, 281, 284, 295, 311
Anna Sieben 84
Anne Melhuish 58, 59, 68, 77, 78, 85, 93, 334
Anonyma 161
Ariel 107
Arpenteur 190, 191, 193, 194, 195, 276, 335
Asp (HMS) 109
Astrolabe 291, 308, 310
Athena 122, 123, 175, 176, 330, 334
Austral 288
Australia 287
Avis 190, 191, 192, 265, 266, 334
Avon Dredge 118
Awhina 53, 71, 74, 95, 122, 123, 131, 142, 172, 173, 174, 189
Azelia 190, 191, 197
Balcutha 312
Bangalore 151, 259
Bathurst (HMS) 149, 150, 272, 292, 303, 304, 310, 335
Batoe Bassi 226, 227, 232, 233, 234, 334
Beagle (HMS) 111, 311
Belinda 226, 227, 235, 236, 237, 258, 335
Berrima 316
Bombay 102, 146, 164, 185
Bonthorpe 173, 292
Borda 128
Boreas (HMS) 332
Bothwell Castle 267
Boussole 308
Boyd 8, 9, 19, 20
Bramble (HMS) 108, 109, 314, 337

Brothers 190, 191, 217, 218, 336
Bullarra 253, 257
Bunninyong 255
Bunyip (see Cartubunup) 226, 227, 259, 262, 320
Calder 48
Caledonia 61, 67, 147
Camel 58, 59, 118, 119, 337
Camilla 265
Canton 101
Carib 192, 265, 266
Carlisle Castle 242
Cartabunup 259, 337
Cartaburnup 259, 262, 320, 330
Castlemoor 23, 70, 71, 72, 96, 173
Casuarina 148, 272, 275, 309, 332
Cerberus (HMS) 314
Chalmers 55
Champion 106, 110, 111, 194, 195, 196, 299, 301
Chance 122, 123, 177, 178, 303, 335
Charlotte 32
Charlotte Padbury 283
Chatham (HMS) 120, 121, 272, 275, 308
Cheerful 177
Chillagoe 286
China 147
Cintra 97
City of York 171, 242
Cleopatra 138, 243
Cleveland 281
Clyde 124, 125
Colac 269, 270
Colonna 79, 80, 334
Commodore 135
Commonwealth 159, 300
Connecticut (USS) 315
Conway (HMS) 110, 111
Coolgardie 227, 267, 268
Copeland 122, 123, 144, 189, 334
Copeland Island 189
Coquille 310
Cornwall 134
Cricketer 8, 9, 38, 39, 337
Croydon 201, 202
Cutty Sark 334

Dacre Castle 14, 15
Daniel Elfstrand Pehrsson 103
Dawn 200
Diamond (HMS) 88, 314
Dilkera 250
Discovery (HMS) 120, 121, 272, 275, 290, 303, 308
Don Juan 103, 104
Driver (HMS) 313, 314
Dubbo (HMAS) 23, 24
Dunskey 8, 9, 33, 38, 42, 43, 45, 46, 74, 131, 142, 214
Dunster Castle 190, 191, 207, 213, 214, 215
Durance 308
Duyfken 333
Eagle 300
Earl Bathurst (HMS) 149
Eclipse 238, 239, 312, 313, 332, 336
Edith Byrne 123, 187
Eleisa Subereusaeux 103
Elcira Subercasaeux 103
Elizabeth 266, 295, 312
Ellen 66
Elligood 134, 275, 299
Elvie 1, 122, 123, 157, 158, 159, 160, 161
EMD 128
Emily Downing 154, 155
Emily Smith 113
Emma Sherratt 111, 177, 283, 303, 312
Emu 309
Emu (HMS) 304, 308
Encounter (HMAS) 14, 15
Endeavour 289, 332, 333
Escort 8, 9, 33, 34, 35, 65, 73, 92
Espérance 308, 310
Essington 133
Ettie 190, 191, 208, 209, 220, 221, 225, 336
Eucla 214, 216, 240, 241, 286, 314, 318
Euro 252
Experiment 203
Eyre wreck 226, 227, 265, 266
Fairy 58, 59, 60, 61, 335
Falkland Hill 142
Fanny Nicholson 122, 123, 151, 152, 154, 155, 334
Fathalmein 126
Favourite 294
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Federal 40
Ferret 107, 205
Fleetwing 190, 191, 221, 224, 225, 337
Flinders 182, 208, 224, 246, 257, 282
Floating Dock 58, 59, 86, 87, 146, 164, 332
Fly (HMS) 108, 133
Flying Dutchman 58, 59, 81
Fortune 307
Fram 122, 123, 158, 160
Franklin 226, 227, 251, 252, 253, 254, 257
Free Trader 151, 152
Fremantle 145, 163
Fynd 159, 300
Gannet (HMAS) 240
Gem 67
Gertie 44, 45, 46
Georgic 304
Géographe 148, 272, 275, 294, 309, 332
Georgette 50, 318
Gibraltar (HMS) 316
Gio. Batta Repetto 169, 170, 171, 332
Giovanni Batta Repetto 169, 170, 171, 334
Gladstone (HMAS) 20
Governor 77
Governor Phillip 126, 127, 332, 335
Governor Ready 126
Grace Darling 42, 197, 203, 204, 208, 239, 245, 246, 251, 

281, 312, 313, 336
Gros Ventre 307
Grotius 278
Guinevere 226, 227, 231, 337
Gulf of St Vincent 68
Gutter-snipe 68, 69
Haddington 145, 146, 163, 164
Haldane 149
Hallgyn 9, 23
Harlequin 8, 9, 25, 47, 48, 49, 336
Harvest 266, 278
Hawk 298, 300
Helena Mena 283
Helen Nicoll 288
Helen 168
Herbert 253, 256, 257
Hermes (USS) 19

Hero 281
Heroine 299
Herschel 81, 122, 123, 187, 334
Hindoo 86
Hindustan 130, 131
Holland (USS) 129
Hope 8, 9, 54, 235, 320, 335
Hovding 90
Ibuki (IJNS) 316
Investigator 253, 272, 307, 309, 310
Iris 46, 169, 171, 332
Isabella 105, 106, 132, 133, 284, 299, 336
Isis 9, 40, 41
Jane Sprott 123, 189
Janus 74, 75, 76, 95
Jessie 13, 51, 58, 59, 82, 107, 131, 170, 182, 198, 203
J.L. Hall 79, 122, 123, 176, 334
Julia Percy 314
Julius Caesar 298
Jupiter 294
Karangi (HMAS) 19, 20
Karrakatta 159, 300
Karoola 75
Katinka 211
Kelat 90, 334
Kepler 190, 191, 205, 206
Kerang 304
Kia Ora 296
Kingfisher 58, 59, 62, 63, 86, 89, 103, 104, 334
Kingston 134, 275, 299, 334
Kitty Coburn 217, 218
Klem 159, 300
Kooringa 53, 90
Kurnalpi 279, 314
Kybra 318
L’Astrolabe 310
Lady Franklin 155
Lady Leith 284
Lady Lyttleton 58, 59, 112, 113, 114, 332, 334
Lammeroo 79
Lanikai (HMAS) 19, 20
La Piemontaise 100
Lark (USS) 129
Larkins 58, 59, 62, 100, 101, 102, 103, 104, 114, 167, 287, 

330, 334

La Serena 254
Laughing Wave 43
Laura 190, 191, 216, 337
Leata 190, 191, 207
Leeuwin 200, 306, 314
Lenita 37, 122, 123, 181, 337
L’Harmonie 299
Liberty 235, 236, 294
Lighter (1863-c. 1890) 122, 123, 163, 164, 336
Lighter (1863-1928) 122, 123, 145, 146, 336
Lina L.D. 9, 23, 25
Little Perseverance 94
Little Wonder 222
Lively 299
Loch Lomond 58, 59, 99, 182
Louisa 59, 100
Lucy 122, 123, 188, 335
Lusitania 283
Macedon 313
Macgregor 204, 208, 209, 219, 221, 224, 260, 318
Majanka 142, 143
Malakand 90
Malvolio 41
Mandalay 8, 9, 26, 27, 28, 29, 334
Mannheim 9, 14, 15
Maria 32
Marius Ricoux 8, 9, 53, 334
Margaret 92, 95, 122, 123, 183, 334
Margaretta Ida 287
Marjorian 320
Marloo 238, 253, 268
Mary 305
Mary Ann 226, 227, 247, 248, 249, 259, 320, 336
Mary Herbert 8, 9, 55, 56, 57, 335
Matin 331
Mayflower 177, 303
Melbourne (HMAS) 316
Melville Island 142
Mermaid (HMS) 5, 9, 18, 149, 272, 284, 304, 310, 337
Meta 123, 182
Michael J. Goulandris 8, 9, 23, 24, 25, 49
Midas 113
Midge (HMS) 109
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Minotaur (HMS) 316
Mississippi 275
Monarch 226, 227, 269, 270
Moonta 254
Mountaineer 226, 227, 228, 229, 295, 337
Naturaliste 148, 309, 310
Neck 226, 227, 264
Nereus 235, 258, 294
Nordstjernen 92, 123, 183
Norkoowa 135, 136
North Star (HMS) 314
Northumberland 122, 123, 184, 185, 186, 334
Nostra Senora de Bethlehem 134
Obelia 101
Oceana 73, 137
Olive 171
Opal (HMS) 58, 59, 88, 94, 182, 314
Orizaba 242
Ophir (HMS) 267, 268, 312
Orwell 55
Pacific 287
Pagoda (HMS) 314
Pahelmaw 126
Palestine 57
Parramatta (HMAS) 176
Pelorus (HMS) 110, 111, 314, 335
Penguin 33, 77, 170, 226, 227, 240, 241, 242
Penguin (HMS) 238
Pericles 216
Perseverance 88, 94, 99
Perth 145
Peruvian 266
Pirri 200
Planet 259, 320
Platina 300
Platypus (HMS) 90
Port Stephen 315
Port St John 23
Premier 74, 76
Prince George 158, 159, 300
Priscilla 58, 59, 78, 93, 330, 334
Rangatira 185
Rattlesnake (HMS) 109
Recherche 308

Rip 122, 123, 128, 161, 162, 335
Rising Star 9, 53
River Thames 9, 16, 17, 334
Rob Roy 64, 124, 211, 227, 238, 255
Rodondo 203, 226, 227, 244, 245, 246
Rosalia 103, 104
Rose 171
Runnymede 122, 123, 153, 154, 155, 156, 334
Saint Lawrence 9, 12, 13, 58, 59, 77, 82, 83, 107, 334
Salsette 102, 272
Samuel Plimsoll 331
Samuel Wright 299
San Antonio 303
Sarah Burnyeat 58, 59, 64, 65, 66, 335
Sea Queen 190, 191, 222, 223, 336
Shepherd 108
Sierra Colonna 79
Silver Star 29, 95, 189, 214, 304, 305, 322
Sir William Molesworth 102, 138, 139, 334
Sollecito 9, 53
Start 226, 227, 243
Success (HMS) 314
Sulphur (HMS) 21
Sultan 59, 112, 114
Swift 208, 221, 225, 226, 227, 260, 261, 263, 336
Swordsman (HMAS) 15
Sydney (HMAS) 316
Tagliaferro 118
Tarcoola 202
Taurus 315
Tevele 170
The Bruce 33, 34, 58, 59, 74, 95, 131, 142, 169, 187
Thetis 8, 9, 10, 11, 52, 310, 336
Thistle 171, 293
Tim 105
Tribune 247, 248, 259, 320
Truit 308
Twilight 226, 227, 259, 262, 263, 320, 337
Uco 90
Una 314
Unidentified ship (1840) 9, 32
Unidentified wreck (1857) 9, 30, 31
Union 294, 309
Unnamed boat (1834) 67

Unnamed boat (1837) 122, 123, 168
Unnamed boat (1840) 122, 123, 147
Unnamed boat (1860) 122, 123, 179
Unnamed boat (1864) 122, 123, 167
Unnamed boat (1887) 190, 191, 212
Unnamed boat (1896) 190, 191, 219
Unnamed dinghy (1870) 58, 59, 117
Unnamed dinghy (1884) 58, 59, 66
Unnamed dinghy (1893) 58, 59, 73
Unnamed dinghy (Princess Royal Harbour) (1896) 89
Unnamed dinghy (Rossiter Bay) (1896) 226, 227, 230
Unnamed lighter (1920-1922) 122, 123, 128, 161
Unnamed longboat (1831) 140
Unnamed surf-boat (1887) 166
Unnamed surf-boat (1928) 58, 59, 96
Unnamed whale-boat (1831) 8, 9, 21
Unnamed whale-boat (1887) 8, 9, 51
Uraidla 205, 206
Vasco Da Gama 159, 300
Vergulde Zeepaard 306, 313
Victory 9, 50, 337
Vinebranch 41
Wairarapa 246
Wallaroo (HMS) 58, 59, 91
Walter & Mary 233, 259, 312, 320, 330
Waratah 8, 9, 36, 37, 181, 312, 335
Warren Hastings 100
Wave 191, 192, 193, 194, 195, 196, 335
Wexford 314
Wild Wave 249
William and Ann 236
William Stevenson 287
Willyama 268
Winfield 144, 189
Wollaston 312
Wollowra 255
Wyola 14
Wyrallah 250
Xenophon (HMS) 309
Yaralla 85, 92, 210, 211, 255
Yarra (HMAS) 176
Yatala 97
Zephyr 58, 59, 64, 65, 97, 98, 334
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Abbott, Charlie 224
Aken, John 306
Alfred, Prince, Duke of Edinburgh 155
Allen, Captain 195, 243
Anderson 75
Anderson, J. 71
Anderson, John ‘Black Jack’ 228, 229, 286, 295
Anderson, Captain W. 210
Andrews, John William 178, 299
Andrews, Joseph 88
Andrews, Thomas Charles (or Clarence) 246, 251
Andrews, William 151
Angel, Captain 30
Angus, Captain Percy E. 70, 71
Annandale, Frank 94
Archdeacon, Staff Commander William Edwin 125, 152, 

311
Armstrong, Alexander 33, 34, 42, 43, 73, 81, 95, 99, 161, 

166, 172
Arnold, Captain E. 238
Arnold, J.W. 238
Arnold, R. 238
Arundel, Captain 71, 72, 200, 214
Austin, Lionel 36, 79, 80, 181
Austin, Stan 80
Avery, Daniel James 182
Bailey 295
Bailey, W.A.G.H. 84, 93
Baird, Mr & Mrs W. 251
Baker, Mrs 299
Baker, J. 33
Baker, William Henry 172
Ball, James E. ‘Jimmy’ 71, 96, 118
Ballantyne, Captain 204
Bang, Lars Augustin 103
Barker, Captain Collett 126, 141
Barker, Julia 247
Barker, Samuel 247
Barlee, Frederick 318
Barr 94
Barron, Constable 57
Barrett, Richard 38, 39
Bartlett, Captain W. 62
Barton, Reverend 230

Bartram, William 262
Bateman, John 46, 169, 171, 172
Bathurst, Earl of 307
Baudin, Midshipman Charles 148, 275
Baudin, Post Captain Nicolas 148, 272, 275, 286, 290, 294, 

309, 310, 311, 332
Bayley, Captain James 153, 155
Beautemps-Beapré 308
Beattie, E.G. 198
Beattie, J.H. 88, 94
Beautemps-Beaupré, Charles, 308
Bedford, Governor Admiral Sir Frederick 316
Bee, Frank 89
Belches, Lieutenant Peter 47, 67, 147
Bell, George 213
Bell, John 112, 175
Benmore, Constable 45
Bennett 42
Bhidoot 234
Bingham, Harry 234
Bitsan, Captain H.J. 41
Black, Dr 224
Blosseville, Jules de 310
Bogle, John 62
Bone, Jim 36
Boongaree 149
Booth, Henry P. 97
Bostock, Mrs 288
Bostock, G.H. 94
Bougainville, Hyacinthe de 310
Boyd, T. 75
Boyle, Captain 127
Bradley, Charles 220
Bradley, William 220
Brassey, Thomas 187
Brinkman, A. 232, 233
Brisbane, Governor 307
Broadhurst, Charles Edward 247
Broadhurst, Florance Constantine 222
Brodhurst, Captain 84
Brodie, Alexander 251
Brooke, Captain 88
Brosses, Charles de 307
Broughton, Lieutenant William Robert 120, 308

Brouwer, Hendrik 306
Brown, Alfred 282
Brown, Alfred Edmund 19, 200
Brown, G. 219
Brown, R. 195
Brown, Villiers 256
Brown, W. 217
Browne, Captain 145, 163
Browne, A.C.G. 229
Bruce, John 115
Bruhn, J. 84
Bryant 38, 91
Buir, Captain B.H. 232, 233
Bundell 149
Buney 42
Burke, Alexander 171
Burns, Thomas 44
Burridge, Richard 42, 43
Burton, R.F.L. 231
Bushby, G.M. 189
Butcher, Captain George Trevor 65, 101, 130, 170, 186
Butler, Edward 219
Byrne, Mr & Mrs A. 251
Byrnes, Bernard 208
Cabe, Captain 296
Cadell, Captain 138
Camfield, Henry 139, 179, 194
Camper, Nourquer du 310
Carew, Robert, 133
Carew, Mrs 133
Carew, Lieutenant William 132, 133
Carey, H.S. 319, 320
Carlisle, A. John 265
Carlisle, Mrs 265
Carmody, Mr & Mrs 112
Casey, Ronald 232
Castlehow, Joe 26, 112
Cave, William Rendall 202
Chamberlain, Neil 177
Chambers, Sarah 150
Charman, J. 245
Chester, Eliza 10, 52
Chester, John 262
Cheyne, George 67, 273, 279, 295, 299
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Cheyne, John 229
Chigizola, C. 53
Christiansen, Eric 47
Christie, Ernest McGregor 172
Christie, Captain John 247, 248
Church-Owens 228
Clare, Captain 64
Claridge, W.R. 16
Clark, Charles 103
Clark, George 103
Clark, William Nairn 295
Clarke 219
Clarke, Charles, 117
Clayton, Captain 88
Clements, W. 222
Clifton, William Carmalt 86, 104, 167
Clifton, Worsley 113
Cobert 51
Cockburn-Campbell, Sir Alexander 104, 185
Cockcroft, Captain John 260, 261
Cody, Jim 199
Coe, Richard Hall 55
Coe, Robert 245
Coffin, Captain Francis 299
Coghlan, Staff Commander J.E. 124, 125
Coke, Captain James Charles 195
Cole 178
Colishaw, Maklon Clarke 12, 82
Collie, Dr Alexander 291, 296
Colt, Captain Henry 177
Compton, F.E. 172
Connell, John 247
Connolly, John Richard 220, 221, 224, 225, 260
Cook, Captain James 120, 308, 332
Cook, Constable 73, 89
Cook, Solomon 60, 177, 303
Combe, Captain J.W. 238
Cooper, Adrian 232
Cooper, F. 245
Cooper, James 48
Cornish, J.G. 38
Cornwall & York, Duke & Duchess of 267, 268
Costar, George 67
Couston, Mrs 245

Coverdale, Captain Thomas 235, 258
Covert, James 60, 321
Cowden, John 66, 115
Cowper, W. 205
Crighton, Captain 32
Cunningham, Allan 304
Curtis 77
Curtis, Francis 97
Cusack, Anthony 248
Dalton, Andrew 172
Dan 224
Daniels 86
Daniells, James 321
Darling, Governor Ralph 126, 132, 272
Darwin, Charles 311
Davidson, Captain W. 113
Davies, Ernest 89
Davies, Maurice Coleman 303
Davis 91
Davis, Dan 68
Davis, Edward 220
Davis, Ernest 89, 181
Davis, Captain Thomas 153
Davy, Robert 195, 196
Dedricks, Rudolph 98
Delfs, Nicholas 29
Dempster, Andrew 217, 279, 282, 284
Dempster, Charles Edward 279, 282, 284
Dempster, Captain James McLean 247
Dennis, Captain Thomas 134
Dickson, A.H. 29
Dickson, J.M. 204, 238
Dickson, Captain Christopher 134, 275
Dingle, Captain Charles 252, 253
Dixon, Captain Christopher 134, 275
Dixon, Navigating Lieutenant J. Whitby 124
Doggett, C. 51
Doggett, John 51, 117
Doggett, Matilda 117
Doggett, William 117
Donaldson, Captain 189
Donohue, Captain Ernie 146, 163
Douglas, Captain, 67
Douglas, Arthur, 216

Douglas, Bob 216
Douglas, Carl 216
Douglas, Charles 310
Douglas, Clem 33, 34, 128, 172, 214
Douglas, Captain Frederick 197, 198, 199, 203, 204, 208, 

216, 233, 245, 246
Douglas, Jim 68, 216
Douglas, Les 146, 160, 163, 173
Douglas, Ted 207, 214
Douglas, Walter 214
Douglas, Captain William 42, 45, 46, 50, 67, 88, 94, 107, 

128, 161, 166, 214, 303
Downie, Captain M. 36, 37, 181
Drake, David 42
Dring, Captain David 105, 106, 299
Drinkwater-Bethuene, Captain Charles R. 110, 111
Drury, Captain 245
Drysdale, Captain Alex 126
Duff, E. 44
Dumont D’Urville, J.S.C. 291, 310
Dunn 73, 263
Dunn, Charles 95
Dunn, Ernest 95
Dunn, James 60, 287, 321
Duperry, Louis-Isidore 310
Duralos, Thomas 66
Durante, L. 169
Dyer, James 216
Eason, John 247
Edmonds, Captain E.M. 124
Edwards 245
Edwards, Thomas 203
Egerton-Warburton, George Edward 302
Elder, Thomas 176
Eliot, Francis Lesley 172
Elliott, Captain 71
Elliot, E. 68
Ellis, James Cole 93
Entrecasteaux, Admiral Joseph Antoine Bruny d’ 308, 309
Ericson, John 182
Erling, Marcus 205
Esthman, Captain 266
Everett, E.G. 214
Everett, Frederick 36, 37
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Eyre, Edward John 265, 266, 275, 281, 319
Falls 246
Farley, Charles 36
Farmer, Dr 238
Faulkner, John 168
Faure, Pierre 148, 275
Fellowes, Thomas 127
Feltham, Captain 240
Ferguson, W. 272
Festing, Lieutenant 133
Fincki, Frederick 29
Finlay, Sub-inspector William 93, 113
Finnerty, John 54
Finsmere 224
Fischer, A.J. 232
Fisher, N. 51
Fleming, James 247
Flindell, James George 262
Flinders, Lieutenant Matthew 134, 149, 272, 275, 306, 307, 

309, 310, 311
Foley, Constable 113
Foote, Captain John 259
Ford, Barry 232
Forrest brothers 319
Forrest, Sir John 257
Forsyth, Lieutenant Charles Codrington 111
Foster, John 247
Foster, T.R. 84
Foster, William 55
Franks, John 133
Fraser, George 36
Freeman, George J.W. 198
Freycinet, Louis de 308, 309, 332
Fullerton, Brian 325
Gaffin, Captain W. 151
Gallagher 81
Gallop, George Frederick 208
Gamboni, Captain 170
Garrick, Patrick 68
Geakes 51
George V, King 268
Gerner, Elizabeth 27
Gerner, Thomas 27
Gerritz, Hessel 306

Gibson, Captain Sylvester H. 298
Gill, Mary 228
Gill, Matthew 228
Gillam, William Jenkins 154, 233, 259, 262
Gilman, Thomas Frederick Flanders 10
Gjoem, Lars 28, 29
Goadby, Sergeant B.T. 77
Goulburn, Frederick 235
Gorman 51
Gorman, L. 68 
Gorman, M. 68
Gough, Private William 127, 140, 141
Gould, Lionel 262
Graham, Captain Charles Alfred 44, 45, 46
Graham, J.W.W. 264, 265
Grainger, Captain 185
Gransbury, Captain A.H.D. 71
Green, Ben 248
Gregory, Captain J.W. 129
Grey, Captain 295, 312
Griffths, Captain 79
Griffiths, Albert Alonzo 261
Griffiths, Sydney 260
Gull, Thomas Courthope 247
Guest, Arthur 232
Gundersen, L. 90
Gustafsen, Alfred 22
Hackett 251
Hale, Captain John 278
Hall, Charles 287
Hall, J. 172
Hall, John L. 176
Halse, Charles E. 245
Hannandale, Frank 94
Hannett 94, 230
Hansen, Captain Thomas 132
Hanson, Captain Thomas 132, 133
Hardie, John 260
Harding 219
Harding, Captain Francis 110
Harris 186
Harris, J. 90
Harrison, Charles 220
Harrison, D. 44

Harrison, Walter 327
Hart, Captain John 312
Hartam, Charles 247
Hartman, Howard L. 60, 107, 146, 152, 155, 161, 163
Hartog, Dirk 306
Harwood, Joshua James 262
Harwood, Joshua Josiah 50, 321
Hassell, Albert Young 104, 170, 208
Hassell, John Frederick Tasman 45, 95, 147, 235, 278
Hassell, William 193
Hatton 42, 43
Hayes, John 94
Hayman, Coxswain Spencer 51, 68, 113
Haynes, Richard S. 27
Hazard, Captain 130
Heath 91
Hector, Captain George Nelson 185
Hederstedt, Captain 100
Helpman, Lieutenant Benjamin Franklin 195, 301
Henderson, J. 71
Henschien, J.A. 79
Henty family 282
Henty, James 282
Henty John 286
Herbert, James 55, 57
Herbert, Mary 57
Hill, Captain Henry Edward 244, 245
Hillman, Alfred James 124
Hogan, Mrs 112
Hogath, William 247
Holt, Alfred 313
Hoop, Lance Sergeant John 165
Hopwood, Henry William 203
Horsley 44, 46
Howard, Captain John 112, 113
Howe, J.W. 101
Howe, Robert 68
Howe, Thomas 74, 169
Howlett, George 247, 249
Howson, Robert 157, 171, 332
Hughes, John 253
Hughes, Thomas 38
Hume, Captain Johnson 177, 178
Humphrey, Captain John 184, 185, 186

 Index 355

Worsley3Final.indd   355 14/04/2015   2:19 pm



Humphreys 219
Hutcheson, Lieutenant 80
Ingles, P.J. 42
Inglis, Captain 269
Innes, Robert 251
Irwin, Captain 132
Jack, Edwin A. 36
Jackman, William 192, 265, 266
Jackson 105
Jackson, William 55, 56, 57
Jacobs, Police Constable 166
Jansen, Evanson 228
Jelly, W.H. 198
Jenkins 177, 303
Jenkins, James 93
Johns, W. 71
Johnson, A.A. 245
Johnson, Alf 119
Johnson, Midshipman 88, 94
Johnson, Peter 38, 39
Johnston, G. 269
Johnston, P.G. 269
Jones 68
Jones, Frederick 55, 56
Jones, Captain Hesketh 45, 46, 170, 211, 267
Jonnessen 26
Josephson, Abraham Moses 262
Kaneko, Captain 19
Keegan, Sergeant 141
Kelley, Daniel D. 97
Kelsh, F. 94
Kent, John 127
Kent, Robert 77
Kerguelen de Trémarec, Yves-Joseph de 307
Kermadec, Huon de 308, 310
Kerr 209
Keyser, G. 42
‘King Billy’ 155
King, John 66
King, Governor Philip Gidley310
King, Lieutenant Phillip Parker 18, 149, 150, 309, 310
Knight, Stephen Henry 276
Knight, William Grills 69
Knoop, Anthony 182

Knutson 27
Kuper, Lieutenant Augustus Leopold 111
Laeisz, R.F. 334
Laker, George 107
Lancaster, John 220
Lane, Private Philip 141
Langford, William 231
Langler, A.C. 42, 43
Lanney, William 155, 156
La Pérouse, Jean François de Galaup 308
Lapham, Captain J.G. 101
Larkins, John Pascall 100
Larkins, Captain Thomas 100
Larkins, W. 100
Larsen, Herbert 215
Larsen, Lars 215
Laurie, Robert 208
Lawrence, J. 250
Lawrey, Captain E.T.N. 23
Leale, Captain 255
Lee, J. 235
Lees, Thomas 51
Leiper, Captain W.K. 144
Leitch, W.D. 245
Lesson, R-P. 310
Leydan, James 209
Lilly, James 64
Linthorne, Richard 179, 180
Lockyer, Major Edmund 133, 165, 273, 275, 276, 278, 284, 

295, 301, 307, 311, 314
Loftie, Rowley Crozier 84, 88, 93, 208, 246
Loh, J. van 182
Longford, John 150
Louis 219
Lovett, William 299
Lucas, John 203
Lynch, Constable 221
Lynch, William 177
Macartney 67
MacGregor, Alex 208
MacIntyre, J. 245
Macleay, Alexander 165
Macquarie, Hector 172
McAllister 81

McArthur, Captain John 112, 151
McArthur, Richard J. 62
McArthur, W.J. 252
McAtee, Corporal 230
McBride, Jack 80
McCarthy, Edward James 286
McCarthy, Richard Joyce 216
McCrosky 42
McDonald, Captain E. 74
McFarlane, J. 33
McGlade, John 188
McGregor, Captain Alex 153, 154
McKail, John 321
McKail, Nathaniel William 68, 185, 186
McKail, W. 51
McKenna, John 93
McKenna, Richard 199
McKenzie, Cuthbert 198
McKenzie, Irving 181
McKenzie, J. 93, 259
McKenzie, Captain John 55, 259
McKever, J. 75
McLaughton, Captain 107
McLaughlin 34
McLean 219
Maggiolo, Francesco 169
Maistre, John Francis Le 244, 245, 246
Manning, Henry Clay 230
Manning, James 229, 295
Manville, Thomas 261
Marks, William 55
Marmion, Patrick 10, 52
Marmion, William Edward 243
Marr, James 162
Marsh, Frank 220
Marshall, John 64
Martin 73
Martin, Ebenezer 201
Mary, Queen 268
Mason, Sergeant John 168
May, T. 205
Meagher, Francis John 201
Melhuish, John James 77
Melmore, Captain H.H. 53
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Mengaud, Jacques Basile Paulin de 307
Metcalf 60
Methwen, Captain 146, 164
Miles, Peter 248
Miles, Captain William W. 247, 248
Millar, C.G. 303
Millar, Edward Frank 205, 303
Miller, Captain 80
Mills, Private James 141
Milne, Captain 72
Mingault, Jean Basile Paulin de 307
Mitchell, Edwin Alfred 172
Mitchell, J.M. 181
Mitchell, John 177
Moe, Augustus Sandford 201
Moir, Alexander 93, 321
Moir, John 13, 130
Mokare 127, 140, 141, 165, 
Monkton, A.W. 231
Moore 269
Moore, David 139
Moore, George Fletcher 194
Moore, Sir Newton 316
Moore, William Dalgety 54, 243
Morgan, Bill 291
Morgan, Harry 43
Morgan, Kevin 232
Morle, F.H. 185
Morley, John Laurence 147, 168
Morrisey, Donald 47
Morrison, Askin 153
Morton, Thomas 10, 11, 52
Mount, H. 245
Mudie, R.H. 105, 106
Mugford, Captain Charles 278
Muir, R. 245
Muirhead, James Riddle 12, 82
Muller, Emil 166
Murphy, Michael 157, 171
Murray, William 157
Mutton, S.D.O. 75
Napoleon 110
Neilson, 42
Nelson, Captain Horatio 332

Nelson, Sergeant Joseph 327
Nelson, Captain W.A. 53
Nelson, W. 33, 34
Newell, Dorothy 228
Newell, James 228, 229, 295
Newell, Mary 228
Newman 236
Newman, Edward 262, 263
Newman, Ellen 262
Newton, Captain Henry 93
Nicolay, Reverend C. 286
Nicholas, Captain F. 14, 15
Nicolson, Captain A. 208
Nightingall, Captain 267
Nind, Isaac Scott 140, 141, 290, 311
Nuyts, Pieter 306
O’Connor, C.Y. 312, 318
O’Halloran, Constable 250
Olsen, Captain 27
Orman, Captain 149
Osborn, Henry 201
Osborne, Captain George 208, 209, 220
Owen, William 47, 193, 194, 195
Owens, Benjamin 177
Owston, Captain William 217, 247
Oxley, W. 161
Pannet, Norman ‘Nobby’ or ‘Nobbie’ 80, 95, 146, 163
Parish, O.S. 42, 43
Parker, Joe 224
Parry 246
Pascall, A.B. 205
Patar 234
Patterson, W. 62
Paulsen, J. 84
Payne, George 27
Peabody, Endicut 97
Peabody, Francis 97
Peacock, John Jenkins 105
Pearse, George 247
Pearse, William Silas 247, 249
Peirl, Constable 233, 234
Pelft, Captain 137
Pelsaert, Francisco 306
Penberthy, J.H. 16

Pendleton, Captain Gilbert 192
Pendleton, Captain Isaac 294, 309
Perry 246
Peters, John Odgers 50, 115, 177, 259
Peterson 91
Peterson, Martinus 29
Pettit, E. 68
Pettit, G. 199
Phillip, Governor 307
Phillips, Captain 147
Phillips, Don 49
Phillips, John Randall 178
Phillips, Stephen 209
Pierce, George N. 13
Pike 21
Pinkerton, John 306
Place, T. 107
Polkinghorne, Murray 232
Pollard, Captain G.N.A. 91
Ponnessen 26
Potts, A. 33
Pounessen, 26
Pow, Captain Thomas Brodie 12, 82
Preston, Lieutenant William 21, 22
Pretious, Captain William 104
Pritchard, Walter 224
Purry, Jean Pieter 306
Pursell, Captain 269
Quail, Captain 55
Rafferty, Constable 113
Raggio, A. 53
Raines, Captain John 193, 194
Ransonnet, Midshipman Jacques Joseph 294, 309
Read, Frank 28
Reddin, C. 68
Reddin, Michael 263
Rees, Captain 224
Reid, F.W.S. 324
Richards, S. 241
Rideout, Johnson 192
Ridley, John 193, 194, 195
Robertson, Thomas 247
Robeson, A. 33, 34
Robeson, G. 95
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Robinson, Captain 151
Robinson, A. 77
Robinson, B.W. 108
Robinson, Captain Peter 70, 71
Roe, John Septimus 18, 149, 150, 310, 311
Rohamed, Abdul 72
Rosily, Ensign François de 307, 308
Rossiter, Captain T. 275
Rowbotham, J. 44
Royals 219
Runciman, Walter 70
Russel, Captain 170
Russell, Henry 99
Ryan, Mrs 245
Ryan, John 278
Sainson, Louis de 140, 291
Saint Aloüarn, Louis François Marie Aleno de 272, 306, 

307, 310
Saker, George 107
Sale, Captain James 60, 250, 260
Samson, Lionel 47, 295, 312
Sanderson, Captain J. 68
Satre, John 28, 29
Schiaffino, Captain Andrea 169
Schroder, Captain Frederick 213, 214
Schumann, Jack 214, 215
Schumann, John S. 188
Scott 243
Scott, James 51
Shaw, Captain 171
Shaw, Reg 224
Sheenan, John 55
Sherratt, Thomas Brooker 111, 177, 178, 233, 273, 289, 

295, 299, 303, 321
Shimmins, Captain John Thomas 260
Sholl, R.A. 264
Silverlocks 91
Sim, Captain James M. 40, 208, 255
Simmonds, J. 46, 170
Simmons, Joseph 188
Simpson, Captain, 320
Simpson, George 216
Simpson, Henry 175, 176
Simpson, J.L. 175, 176

Simpson, W.A. 175, 176
Sinclair, G.J. 74
Sinclair, Larry 216
Sipple, Captain 73
Skinner, Captain John Thomas 260
Skinner, Captain T.A.S. 33
Sleeman, Lieutenant George 126, 165, 275
Smidt, Captain Hans 230
Smith 251
Smith, Captain 27, 101
Smith, Mrs 251
Smith, Francis 161
Smith, Harold Selwyn 112
Smith, J.W. 98
Smith, Moya 274
Smith, Robert Barr 176
Smith, Captain T.W. 269
Snider, D.L. 68, 69
Snider, Tom 25
Snook, Sergeant William 179
Solari, C. 53
Solomon, Elias 112
Somes, Joseph 100
Spencer, Lady 276
Spencer, Hugh Seymour 147
Spencer, Sir Richard 147, 168, 229, 274, 277, 281, 284, 321
Spengel, Frederick 97
Sperry, Rear Admiral Charles S. 315
Springall, Frederick 97
Sprott, J.B. 189
Stanfield, H. 250
Stewart 67
Stirling, Governor Sir James 110, 127, 132, 147, 311, 314, 

321
Stokes, Captain John Lort 125, 195, 311, 313
Stonich, Captain 77
Storey, David James 217, 218, 243
Storm, W. 44
Stow, William 216
Stratford, Fred 224
Street 38
Summerville, Mungo 228
Swarbrick, Alf 37, 118
Swarbrick, Terry 34

Sweatman, John 109
Swindells, Captain Thomas 235
Symes, Mrs 230
Symers, Captain Thomas Lyell 60, 61, 67, 104, 145, 163
Symers, Miss 145, 163
Synnot, Boswell Richard 222
Syvert, John 251
Tager, Captain Joe 262
Tait, Captain 45
Talbot, Captain T.S. 240, 241
Taquer, Captain J. 217
Tasker, Rolly 101
Taylor, Campbell 114, 199, 234
Taylor, Captain 168
Thijssen, Francois 306
Thilt 228
Thomas 67, 193
Thomas, Hugh Mercer 100, 102, 321
Thomas, James 179
Thomas, John 60, 185
Thompson, Captain 265
Thompson, Frank Skinner 27, 29
Thompson, George 262
Thompson, H.W. 253
Thompson, J. 42
Thompson, J.W. 71
Thompson, Phyllis 27, 29
Thomson, Hugh 188
Thomson, Lieutenant Commander H.P. 129
Timms, Douglas 47
Toll, Henry Knighton 167
Tonnessen, Captain Emile 26, 27, 29
Toolum 51
Townsend, Henry 67
Townsley, Captain E.D. 170
Travis, Captain J. 153, 154
Travis, William 153
Troode, E. 38, 45, 170
Trugannini 155
Truslove, Constable George 199
Tulloch, W. 203
Turner 51, 94
Turner, James 10
Valentine, J. 247
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Vancouver, Captain George 30, 120, 121, 125, 134, 148, 
272, 275, 290, 303, 306, 308, 309, 310, 314

Vanquest, Peter 67
Vosmer, Tom 28, 114
Vries, Captain B. de 182
Wagner, Henry 245
Wakefield, Captain Joseph 127, 275, 277
Walker, Charles 222, 223
Walker, David 66, 81
Walkington, Mrs 251
Wallis 245
Walsh, E. 205
Ward, Frank 27
Ward, James 228
Ward, Jesse 51
Waters, George 33, 81, 95, 161, 172
Watson, Charles 216, 247
Watson, John 153, 156
Watt, Captain James 138, 139
Webb, Commander C.J.R. 23, 24
Webster, Captain 171
Weidenhofer, J.H. 202, 253
Welch, Captain James 47
Weld, Governor Sir Frederick Aloysius 55
Wells, William 176
Wellstead, John 24, 199
Welsh, Captain James 47, 48
Welsh, Mrs 47, 48, 49
West, Captain Thomas 251
Westerberg, Charles 193, 194
Wheaton, Captain R.T. 238
Wheeldon, W. 75
White 219, 246
White, Buller 216
White, J.J. 205
White, James Wharton 216, 223
Williams, Albert 167
Williams, David 77
Williams, F.L. 128
Williams, John 48, 256
Williams, William A. 77
Wills, Captain W.T. 252
Wilson 219
Wilson, Surgeon Lieutenant Thomas Braidwood 126, 127

Winch, Henry 77
Windich, Tommy 319
Winzar, Captain Frank 74, 241
Winze, Captain Gustav 142
Wolfe, Adam 101, 161
Wolfe, Ted 47
Wollaston, Dr Henry Newton 138, 139
Wollaston, Rev. John Ramsden 139, 177, 195, 275, 276, 279, 

284, 297, 301, 317
Wood, Captain 50
Wood, Barrinton Clark 262
Woodward, Thomas 127
Wormwood 246
Worth, Les 232
Wray, Captain 327
Wray, W. 107
Wright, A.B. 322
Wright, J.A.W. 45, 130, 131, 188
Wright, Jim 114
Wylie 281
Young, Alex 112
Young, Captain R. 93, 235
Yule, Lieutenant Charles Bampfield 108
Zittlesen, John 97
Zuilecom, Captain Charles Louis van 86, 145, 146, 163, 

164, 185
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A. & E. LeMessurier 238
Aborigine 2, 32, 48, 51, 127, 135, 141, 148, 149, 155, 156, 

220, 221, 229, 261, 265, 272, 274, 275, 278, 279, 289, 
290, 291, 292, 295, 296, 298, 299, 300, 301, 304, 306, 309

Adelaide Marine Insurance Company 47
Akties Copeland Island (Johan. Bryde) 189
Albany Engineering Works 41
Albany Port Authority 101
Anderson, Webster & Company 26
Angove & Co. 16
Armstrong and Waters 33, 42, 86, 99, 107, 118, 332
Armstrong and Waters Lighterage Company 146, 163
Australasian Steamship Navigation Company 185
Australasian United Steam Navigation Co. Ltd 210
Australian Expeditionary Force 174
Australian Phosphates Company 222
Australian Royal Mail Company 101, 318
Australian Royal Mail Steam Navigation Company 321
Awhina Steamship Co. Ltd 172
Ballie, Davis and Wishart 326
Baltimore Dry Dock and Shipbuilding Co. 129
Birrel, Stenhouse & Co. 53
Black Diamond Line 176
Black, Hawthorn & Co. 135
Blue Funnel Line 313
Bowen McLaughlin & Co. 42, 172
British India Steam Navigation Co. 74
Brouwer Route 306, 311, 314
Brunchorst & Dekke 92, 183
Canada Works 187
Cattle 44, 282, 284, 285, 286
Chr Nielson and Co. 159, 300
Clyde Shipbuilding Company 16
Coal & coaling 12, 13, 23, 29, 40, 41, 44, 45, 46, 53, 62, 63, 

64, 65, 66, 68, 70, 71, 72, 77, 78, 79, 80, 81, 82, 83, 84, 
90, 92, 93, 97, 98, 100, 101, 102, 103, 114, 135, 136, 
137, 139, 144, 145, 154, 163, 167, 173, 175, 176, 183, 
184, 187, 189, 200, 204, 205, 209, 214, 238, 252, 256, 
273, 276, 286, 287, 288, 292, 305, 312, 313, 314, 315, 
316, 317, 318, 321, 330, 331

Cockatoo Docks and Engineering Co. Ltd 19
Commonwealth Salvage Board 80
C.T. Bowring and Company Limited 213
Cue Victory Gold-Mining Company 244

D. and W. Henderson and Company 251
Daniel Elfstrand & Co. 103
Dempster Bros 238, 239
Denmark Forests Company 45
D. Munro & Co. Ltd 205
E. Bell & Sons 90
Edward Bates & Sons 90
Elder and Co. 47
Esperance Bay Company 325
European and Australian Royal Mail Co. Ltd 101, 318
European and Columbian Steam Navigation Company 100
Fish & Fishing 43, 44, 51, 61, 85, 89, 99, 115, 117, 141, 148, 

151, 161, 165, 168, 181, 182, 188, 197, 207, 219, 222, 
224, 229, 240, 241, 259, 272, 284, 286, 288, 289, 290, 
291, 292, 305, 309, 313

Forwood, Down, & Co. 244
Fraser and Fine 208
Friend & Co. 77
Fruit 112, 128, 238, 273, 274, 276, 277, 278, 288, 301, 318
Gildemeister & Ries 264
Gippsland Steamers Proprietary Limited 250
Gold 154, 187, 205, 215, 223, 230, 244, 246, 255, 273, 276, 

277, 282, 287, 288, 289, 292, 303, 305, 306, 312, 313, 
324, 325

Great White Fleet (see United States Atlantic Fleet) 277, 
315, 331

Hardie 64
Haverside and Co., 100
H. Higham and Son 217
Hickie, Borman & Co. 144
Hindustan Steam Shipping Co. Ltd 130
Hoby 62
Honourable East India Company 61, 100, 101, 102, 147
Horses 10, 182, 199, 267, 282, 320
Horsley and Company 44
H.S. Edwards and Sons 135
H.T. Offord & Sons 46
Hudson, Bacon and Co. 100
Huon Shipping & Logging Co. 202
Hydrographic Department 311
Ingram and Co. 100
J. & W. Bateman 171
J.C. Tecklenborg A.G. 14
J.D. Heitmuller & Co. 182

J.H. Weidenhofer & Co. 202
J. Jacks & Co. 244
John Moir and Company 13, 82
John Robert Dickson & Co. 142
J.W. Squance & Co. 130
Kennedy & Son 94
King George’s Sound Coal Company 77, 78, 93
King’s Dock Yard 132
Lake View and Star Gold Mining Company 289, 324
Lanikai Fish Company 19
Lilly and Co. 77
Lilly, Marshall & Co. 313, 318
Lloyd’s 3, 44, 45, 62, 71, 75, 84, 104, 170, 171, 195, 211, 

217, 244, 251, 264, 265
Lobnitz, Coulborn & Co. 210
Lorimer, Mackie and Rome 161
Maclay & McIntyre 40
Mail 64, 99, 100, 101, 137, 193, 194, 201, 208, 210, 211, 246, 

250, 252, 256, 283, 292, 312, 313, 314, 317, 318, 319
Marine Board (South Australia) 204, 251, 269
Marine Board (Victoria) 245
Marine Underwriters’ Association of Western Australia 200
Marshall Bros 176
Matthew Paul & Son 205
McIlwraith, McEacharn and Company 40, 53, 90, 92, 118, 

135, 157, 172, 175, 183, 267, 315
McIntyre & Co. 256
McQuarrie & Co. 208
Melbourne Steamship Company Limited 314
Messageries Maritimes Co. 14
Middle Dock Company 175
Millar Brothers 46, 51, 303
Miller and Macfield Limited 213
Minang 3, 259, 304
Moor Line Ltd 70, 96
Morton and Gray 10, 52
Mort’s Dock and Engineering Company Limited 250, 251
Moss & Duncan 95
M. Ricoux & Co. 53
Muir & Houston 40
National Insurance Company of New Zealand 238
National Museum of Australia 310
Naval Construction and Armament Company Limited 40
New Zealand Insurance Company 13, 82
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Noongar 3, 4, 165, 272, 278, 289, 299, 301, 303, 304
Norddeutscher Lloyd Line 137
North Coast Steam Navigation Company Limited 250
Norwegian whaling station 128, 157, 159, 160, 163, 215, 

300, 322
Orient Steam Navigation Company 33
Osbourne, Graham & Co. 130
Palmers’ Company Limited 74
Palmers Shipbuilding and Iron Co. 240
Patterson & Atkinson 243
Patterson & Co. 71
Pelsart Fishing Company, 10, 52
Peninsular and Orient Steam Navigation Company (P&O) 

62, 68, 73, 78, 86, 88, 89, 100, 101, 102, 103, 104, 115, 
124, 145, 146, 163, 164, 167, 184, 276, 284, 287, 313, 
316, 317, 318, 321, 330, 332, 336

Police Department 36
Ponton Bros & Sharp 245, 250, 260, 261
Port Adelaide Steamtug Company (Limited) 97
Potatoes 47, 112, 275, 276, 277, 299
Princess Royal Yacht Club 321
Public Works Department 101, 322
Quarantine 75, 79, 102, 138, 139, 322
R. & H. Green 33
Railway 42, 144, 209, 213, 215, 277, 280, 292, 303, 304, 305, 

321, 322, 324, 325
R. Dixon & Co. 267
Regiments, 39th & 63rd 126, 127, 132, 133, 141, 168, 311
Reigherstieg Schiffswerfte & Maschinenfabric 137
R.H. Pearson & Co. 256
Richard Davis and Sons 184
Richardson Duck & Company 79, 90
Riley Hargreaves & Co. 201
Ritson & Co. 53
River Thames Sailing Ship Company 16
Robert Miles Sloman & Co. 187
Robison & Norman Ltd 19
Royal Australian Air Force (RAAF) 80
Royal Australian Navy (RAN) 19, 23, 90, 176, 311, 313
Royal Engineers 327
Royal Humane Society of Australasia 162
Royal Navy Dockyard 108
Royal Navy (RN) 88, 91, 111, 120, 140, 195, 240, 311, 313, 

314, 337

Russel & Company 26, 142
R. Williamson & Son 189
Salt 106, 235, 236, 238, 258, 284, 285, 286, 294, 296
Sandalwood 55, 57, 84, 171, 195, 198, 199, 247, 282, 300, 

301, 302, 326
Seals & sealing 67, 94, 105, 106, 165, 168, 177, 228, 229, 

235, 236, 237, 258, 266, 272, 273, 276, 277, 281, 286, 
290, 292, 293, 294, 295, 296, 299, 300, 301, 304, 309, 
310, 311, 312, 317, 326

Sheep & wool 47, 61, 94, 128, 178, 216, 220, 221, 234, 239, 
245, 255, 267, 272, 273, 275, 278, 281, 282, 283, 284, 
285, 286, 292, 302, 312, 313, 318, 320, 326

Shell Oil Company 80
Sierra Shipping Co. Ltd 79
Simpson Bros & Partners 175
South Australian Government 70, 319
South Australian Maritime Museum 310
Spencer’s Gulf Steamship Company 251
Spermacet Whaling Company 157, 158, 159, 160, 300, 322
S.S. Isis Co. Ltd (Maclay & McIntyre) 40
Stewart & Sons 33
Stuart Brothers 142
Swan River Shipping Co. Ltd 172
Tannin bark 302
T. & W. Smith 12, 82
Telegraph 208, 220, 233, 234, 243, 245, 247, 249, 251, 

254, 259, 260, 261, 262, 263, 264, 265, 300, 303, 319, 
320, 325, 326

Telephone Department 89
The Adelaide Steamship Company 64, 65, 66, 77, 78, 79, 80, 

82, 93, 97, 144, 176, 187, 189, 200, 201, 202, 205, 208, 
219, 250, 251, 252, 253, 254, 255, 256, 282, 313, 314, 315

The Garston Graving Dock and Ship Building Company 
Limited 213

Thomas Hemsley & Son 212
Thomas Wingate & Co. 255
Timber 3, 24, 26, 28, 37, 57, 60, 61, 63, 65, 66, 77, 79, 86, 

91, 97, 101, 105, 111, 124, 115, 118, 119, 128, 141, 151, 
152, 153, 154, 155, 157, 158, 159, 161, 163, 164, 165, 
169, 170, 173, 175, 177, 181, 189, 192, 194, 195, 196, 
199, 208, 209, 215, 216, 234, 236, 237, 247, 248, 249, 
258, 261, 263, 266, 273, 278, 285, 299, 301, 302, 303, 
304, 309, 312, 320, 321, 322, 325, 327, 328, 330, 332

Tobacco 24, 112, 113, 150, 192, 214, 238, 275, 278

T. Richardson & Sons 267
Tug Boat Company Ltd 172
Union Steamship Company of New Zealand 77, 103
United Dutch East India Company (VOC) 306
United States Atlantic Fleet (Great White Fleet) 277, 

315, 331
United States Navy (USN) 316
United Steamship Company 256
Van Diemen’s Land Company 106
Vegetables 165, 275, 276, 299, 318
Verenigde Oostindische Compagnie (VOC) 306
Vice-Admiralty Court of South Australia 97
Victorian Humane Society 162
W. & G. White 118
W. Howard, Smith & Co. 244
W. & J. Crawford 26
Western Australian Bank 124
Western Australian Government 36, 77, 214, 233, 254, 318
Western Australian Land Company 16, 84, 89, 136
Western Australian State Engineering Works 19
Western Australian State Shipping Service 240, 241, 314, 

318
Western Australian Steam Navigation Company 313
Western Australian Timber Company 64, 216
Whale-boat 18, 21, 22, 51, 69, 81, 96, 141, 151, 166, 228, 

229, 255, 298, 334, 337
Whales, whalers  & whaling 10, 21, 52, 134, 151, 152, 153, 

154, 155, 159, 160, 164, 177, 186, 192, 193, 251, 265, 
266, 271, 272, 274, 275, 276, 278, 281, 282, 283, 287, 
293, 294, 296, 297, 298, 299, 300, 303, 305, 310, 311, 
312, 317, 318, 322, 326, 327, 334

W. Hamilton & Co. 144
W.H. Potter & Co. 244
Wheat 14, 16, 195, 203, 238, 273, 279, 280, 302, 313
William Allsup & Sons, Ltd 44
William Denny and Brothers 124, 125
William Doxford & Sons, Ltd 23, 70
William Younghusband and Co. 195
World War I 14, 19, 129, 142, 144, 161, 174, 207, 215, 240, 

273, 277, 278, 284, 285, 289, 300, 304, 316, 322
World War II 72, 80, 90, 129, 273, 278, 280, 284, 285, 289, 

292, 300, 302, 304, 305, 313, 315, 316, 323, 327, 331
Yearlering Co-operative 36
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