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1 INTRODUCTION

The wreck site identified as the Columbine, a two masted brig built in 1839 in Aberdeen,
Scotland and wrecked on the 1* April 1854 at Ocean Grove, Victoria, was formally reported to
Heritage Victoria (HV) as located on the 15" January 2003 by Peter Ferrier and Don Love. As
the site is over 75 years old it is automatically protected under the Commonwealth Historic
Shipwrecks Act 1976.

In the period immediately after the site was reported to HV in 2003 the site was subject to
media coverage that suggested that the site was at risk from looters (Geelong Advertiser
5/4/2003), and unidentified divers with boats were seen on the site (HV July 2003). In May
2003 Queenscliff Maritime Museum stated their interest in coordinating a project to recover,
conserve and present, within the museum, a number of artefacts from the site.

The site was assessed by HV divers in July 2003 and provisionally identified as the
Columbine based on the approximate date of visible artefacts, the sites position and its
correlation with the recorded location of the wreck in 1854. Further survey of the site was
undertaken by HV in April 2004 and in conjunction with AIMA/NAS students in April 2005,
when a site plan of the exposed remains was made (Figure 1).

The site was assessed by HV as being stable and not under threat of deterioration by natural
forces. The main threat to the site was perceived at this time to be from looting by divers, but
the site is protected to a degree from this threat by its generally inaccessible location, due to
sea conditions, and the fact that the position is not widely known.

Since the sites advertised discovery in 2003 it is thought to have been visited by divers
unknown to HV and it appears that artefacts have been removed from the site without a
permit. This suggests that the natural protection previously deemed to have been provided by
its inaccessible and relatively unknown location raises the question of whether this situation is
the best solution to the site’s management.

This Conservation Management Plan therefore represents the most detailed investigation into
the site to date, including historical research on the site, a full description of the
archaeological remains, an assessment of threats to the site, a statement of the sites
significance, and a discussion on the best course of action to preserve and protect the wreck
site of the Columbine.

2 SCOPE OF CONSERVATION MANAGEMENT PLAN

The aim of this Conservation Management Plan is to investigate and assess the significance
of the remains of the shipwreck identified as the Columbine in its current state and to state the
proposed management of the site. This will be done in accordance with the Burra Charter
(1999), the accepted standard guidelines for the management of sites of European cultural
heritage significance in Australia. All definitions are in accordance with those as defined in the
Burra Charter.

Assessment of the Columbine’s significance has been undertaken using the frameworks
outlined in Guidelines for the Management of Australia’s Shipwrecks (AIMA 1994) and The
Conservation Plan (Semple Kerr 1990).

3 SITE LOCATION

3.1 POsITION OF THE COLUMBINE

The wreck site lies just to the east of Collendina, Ocean Grove approximately 45-60 meters
offshore in 2-3 meters of water. The site lies in the surf zone and is exposed to swells from all
southerly directions. The swells are heavily affected by the wind and tide direction, making the
beach suitable for surfing, but poor for diver or snorkelling access. Figure 2 was taken just



after low tide on a day with predicted swells of less than 1m and light northerly winds, and
demonstrates that even with good weather predicted; the site can be extremely difficult to
access.
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Figure 1. Site plan drawn by HV staff and AIMA/NAS Part 2 students 2005



Figure 2. Site Location photograph (Heritage Victoria 2007)

The site lies on a sandy seabed surrounded by outcropping areas of low lying rocky reef.
Even when the water surface is reasonably calm, the sand is mobile in the swells, as seen in
Figure 3. In addition, the sand covering the site is mobile, varyingly covering and exposing
the site, but the cycles through which the site is covered and exposed have not yet been
investigated.



Figure 3. Sand movement in swells (Heritage Victoria)

4  VESSEL HISTORY

4.1  THE LIFE OF THE COLUMBINE

The Columbine is recorded in the builder’s yard list of Alexander Hall & Sons Ltd, Aberdeen,
Scotland as being built in 1839 for Benjamin Moir, Benjamin Robertson, Thomas Knowles and
John Gray of Aberdeen, for £2400 at yard number 104. The builder’s yard list records the
Columbine as 176 tons with dimensions of 79'5" (24.2m) in length by 20'2" (6.1m) breadth
with a depth of 13'7” (4.1m) (Alexander Hall & Sons Yard List 1811 - 1958). The Lloyds
Register of Shipping (1839) records the Columbine as a brig of 180 tons (measurement by
the Registry Act of 1786) or 176 tons (measurement under Registry Act 1836).

The Register of Ships at Inverness Port (1850-55) confirms the build dimensions from
Alexander Hall & Sons, and goes further to describe the Columbine as a two-masted snow
rigged vessel with a standing bowsprit. Snows were square rigged, two masted vessels but
differed from normal brigs in the rigging of the fore-and-aft rigged trysail. Brigs had the trysail
rigged from the main-mast, whilst snows had the trysail rigged from a separate mast stepped
immediately abaft the mainmast (Gardiner 1993: 10). By the mid 19" century, although the
rigging of the trysail varied between brigs and snows, both types of vessels were generally
referred to as simply ‘brigs’ (MacGregor 1980: 66 & Underhill 1978: 45), however, the
Shipping Registers seem to have used the difference as part of the ships description.

The Columbine is described as having one deck, being carvel built with a square stern and
with a female figure head (Register of Ships of Inverness Port 1850-55). Additional build
details recorded in the Lloyds Register of Shipping (1839) include that the hull was part iron
bolted, and was “coppered” when built (presumably copper sheathed, although the
abbreviation for sheathed (s.) is not used). The Columbine was surveyed in November 1839,
and given Lloyds Classification Al, for 9 years (LIoyds Register of Shipping 1839, 1840).

The Lloyds Register of Shipping tracks the survey, repairs and work done to the Columbine
from its build in 1839 through to its loss in 1854. A copy of the information held in the Lloyds



Registers is presented in Appendix 1. The Columbine had its copper sheathing replaced with
Yellow Metal in 1843 (Lloyds Register of Shipping 1842). “Yellow metal”’, also known as
Muntz metal, was a zinc and copper alloy, commonly applied to the outside of wooden ships
hulls in the 1840’s to prevent corrosion and attack from marine wood-boring organisms. The
copper sheathing would have been particularly important for the Columbine as it sailed in
warmer, tropical waters such as the Cape of Good Hope and the West Indies in the first few
years of its life, where wood boring organisms live.

In 1846 the Columbine suffered some damage, the repair of which is recorded in the Lloyds
Register (1846), and the Yellow Metalling of 1843 was replaced with Felt and Yellow Metal. At
this time, the Columbine seems to have been used for shorter voyages to Belfast and the
Baltic with one journey to Cuba in 1848 (Lloyds Register of Shipping 1848). Further repairs
were undertaken in 1849, when the Columbine’s Al Classification was extended for a further
3 years (Lloyds Register of Shipping 1849), during which time it sailed in the Baltic until 1851
when the Lloyds registering lapsed and the vessel was sold. No records of the Columbine
have been found in the Lloyds Register for the years 1852 and 1853.

The 1854 record shows that the Columbine under the ownership of the McLennan brothers,
with Alexander McLennan the Master. The ship was again Yellow Metalled in 1853, and had
further repairs carried out. The ship is classified as 3 £ 1 S.S.53 C.3, meaning that after a
lapse of survey and classification, it had been restored to Class A 1 for 3 years in 1853. It
seems that the S.S. denotes that it has been surveyed in accordance with the Rules, Sec. 60,
(although it has not been possible to ascertain what these rules were).

The Lloyds Register records the Columbine as ‘belonging to’ the port of Aberdeen between
1839 and 1851, confirmed by the Shipping Registers at Aberdeen, Inverness and Newcastle,
which record the registration details as: 5" December 1839 Aberdeen No. 59. The Columbine
was then registered in Inverness although the Register of Ships at Inverness Port only
records the previous registration number at Aberdeen and the subsequent registration
number at Newcastle. A search of the Inverness archives could find no registration number
for the Columbine at Inverness (F. MacLeod pers comm.). Registration was transferred to
Newcastle on 16™ March 1852 after the change of ownership to Alexander and William
McLennan (Register of Ships of Inverness Port 1850-55, HM Customs & Excise for
Newcastle’s Registers of Shipping 1851-1854).

Ownership of the ship was transferred wholly to James Pownall of Liverpool on 4™ November
1853 (HM Customs & Excise for Newcastle's Registers of Shipping 1851-1854), however it
seems that the registration was not transferred at the same time (S. Starkey pers comm.) and
may have remained with Newcastle. Lloyds Register of Shipping 1854 records that the
Columbine was registered at Inverness, and owned by the McLennan brothers prior to its
departure from Liverpool for Australia although this seems to contradict the information held in
the shipping registers. It is unclear as to why Lloyds would hold incorrect, or out of date,
information on the ship for the years after its sale by Benjamin Moir. The details of ownership
and registration for the Columbine are summarised in the following table:

Owners Registration Details Dates/Comments

Benjamin Moir (48/64), Benjamin No 59 Aberdeen 5 December Built 1839

Robertson (4/64), Thomas Knowles 1839. Sold to McLennan brothers 3™ March
(8/64) & John Gray (4/64) 1852

Alexander McLennan (32/64) & Inverness (Unknown Bought 3™ March 1852

William McLennan (32/64) dates/numbers)

Alexander McLennan (32/64) & No0.18 Newcastle 16 March 1852 Sold 4™ November 1853

William McLennan (32/64)

James Tabley (?) Pownall (64/64) of Appears to remain in Newcastle Bought 4™ November 1853

Liverpool Wrecked 1% April 1854

Sources: Aberdeen, Inverness & Newcastle Port Shipping Registers, Lloyds Register of Shipping.

The Columbine had a number of Masters (or Captains) appointed to the ship for a variety of
voyages. The majority of the appointments were during the time that Benjamin Moir & co
owned the vessel, whilst Alexander McLennan seems to have acted as Master whilst he and
his brother owned the vessel. The names of the Masters appointed to the Columbine are
summarised below:




Master Dates appointed Where appointed/voyage Source

Robertson 1839 - 1845 Aberdeen to Cape of Good Hope | Lloyds Register 1839 - 1845
London to West Indies

R. Webster 6" October 1845 Appointed Cape of Good Hope | Register of Ships, Aberdeen

1845 - 1848 (?) Lloyds Register 1845 - 1848

Belfast Coaster.
Liverpool to Cuba

J. Petrie 7" August 1847 Appointed Liverpool Register of Ships, Aberdeen
1848 - 1851 Aberdeen to the Baltic Lloyds Register 1848 - 1851

Alexander 25™ March 1850 - Register of Ships, Aberdeen

Maurice

Alexander 16™ March 1852 - Register of Ships 1851-1854,

McLennan Newcastle & Inverness 1850-
1855.

John North 28™ April 1852 Limerick Register of Ships 1851-1854,
Newcastle

Alexander 1854 Liverpool to Australia Lloyds Register 1854

McLennan

It is interesting to note that although it seems that the Columbine’s registration with Lloyds
lapsed in the years 1852 and 1853, it still had appointed Master’s in Alexander McLennan and
John North. In addition, the appointment of John North at Limerick suggests that it was also
sailing during this period, at least within British and Irish waters.

The information presented above, and in the Lloyds Register in Appendix I, while not a
complete history, provides a good insight into the early life of the Columbine as a long
distance international sailing vessel, which was seemingly well cared for, with accurate record
keeping by its initial owners Benjamin Moir & co. After the ship started to need repairs and re-
sheathing, the Columbine seems to have stopped being regularly used for long voyages, but
more for trips in Northern Europe, with just one exception.

In the years prior to its departure from Liverpool to Australia, it seems that the Columbine not
only changed ownership, registration and Master but also lapsed in its Lloyds registration.
The ship received repairs and Yellow Metalling in 1853, after which it was given a First Class
Classification by Lloyds, for its voyage to Australia. It is unclear as to why the records of
ownership and registration for the vessel are patchy and contradictory at this time.

4.2  THE FINAL VOYAGE AND WRECKING.

The Columbine set sail on its final voyage from Liverpool to Melbourne on 11th November
1853, carrying a general cargo, loaded in Liverpool by Messrs Fowler and Co. and consigned
to Mr Banks at Flinders Street, Melbourne (Geelong Advertiser 3" April 1854). Although no
cargo manifest has been located, historical and archaeological evidence suggests that the
ship was carrying a mixture of building materials and alcohol (See below Section 5.3).

The ship, its gear and all provisions were owned by the McLennan brothers, and insured in
two policies; one of £800, which expired on the 1** April 1854, and a second of £700 (Inquest
papers 6" April 1854).

The Columbine had a crew of 11 during its last voyage and four passengers. In Stone’s
Encyclopaedia of Australian Shipwrecks (2006) he suggests that an average brig of 183 tons
would have 10 crew, which suggests the Columbine was well manned for its size.
Interestingly, William McLennan is previously described as a Farm Manager when he
purchased a share of the Columbine (Register of Ships at Aberdeen and Newcastle) but is
listed amongst the crew as an ordinary seaman (Inquest 6" April 1854). Personnel on board
during the final voyage are detailed below:

Name | Position
Crew
Alexander McLennan Captain
? Chief Officer
? Boatswain
David Reid Carpenter
William Lewis Able Seaman
Joze Maria Vianna Able Seaman




? Able Seaman

? Able Seaman

William McLennan (elder brother of the captain) Ordinary Seaman

John Battershy Steward

Michael McGrath Boy

Passengers

Catherine McLennan (sister of the captain) Passenger

Mr John Clarke Snr. Passenger

Mrs Margaret Clarke Passenger

John Clarke Jnr. Passenger
Source: Geelong Advertiser 7" April 1854, Inquest 6" April 1854

The Columbine had taken 144 days to reach the entrance to Port Phillip Bay from Liverpool,
before wrecking at Ocean Grove. This compares well with two other brigs which made the trip
from Liverpool to Hobson's Bay at the same time as the Columbine, the Atalanta, which
carried around 6 passengers in addition to cargo, also took 144 days and arrived safely on
the 23" March 1854 and the Stratton, which had no passengers, and took just 128 days,
arriving safely on 13" March 1854 (Syme 1987).

The ships carpenter, David Reid, describes the Columbine as lacking “spare spars, sails and
stores of every kind, was leaky and required to be pumped out every two hours during the
voyage.” (VPRS 1189/110/3934). The day before they crossed the equator, whilst Reid was
repairing a leak at the stern, the ship was not pumped for about eight hours by which time
there was two and a half foot of water in the hull. Reid clearly did not approve of the ship nor
its Captain, as he also complained about the quality of the bread and water and lack of sugar
before describing an “altercation” between the two men three days before their arrival at Port
Phillip Heads which resulted in the captain threatening to put him in irons for the remainder of
the voyage (VPRS 1189/110/3934).

The Columbine had passed Cape Otway at 8am on the morning of the 1* April, and arrived
off the Heads at around 6.30pm (VPRS 1189/110/3934). The Captain ordered both cables to
be got up on deck and the anchors were put over the bow of the brig ready to be deployed,
the anchor chains having been bent onto the anchors two days before arriving off the Heads
(VPRS 1189/110/3934). The Captain signalled for a Pilot by hanging a light at the Fore Yard
Arm, and the signal was answered by the Pilot Schooner Boomerang. The Columbine
received a pilot, Mr Matthew Davidson, from the schooner at about 8pm on the 1% April
(VPRS 1189/110/3934 & Melbourne Morning Herald 4" April 1854).

Matthew Davidson had arrived with his family in Australia on the Frances Henty in 1852 and
records show he was employed with the Pilot Service of Victoria when it was created on the
1* January 1854 on an annual salary (M. Mitchell pers comm.). Despite this short period of
employment as a pilot, he was an experienced captain (M. Mitchell pers comm.) and regarded
as a man of great nautical experience (Melbourne Morning Herald 4" April 1854) and “in his
habits moderate and exemplary” (The Argus 4" April 1854).

There is some confusion around the events leading up to the wrecking of the Columbine
which is reflected in the newspaper articles published at the time, and the papers from the
Inquest held on the 6" April 1854 (VPRS 1189/110/3934).

The newspapers record that when the Pilot was taken on board, the weather was ‘fine’ with a
light breeze from the south-east and heavy seas rolling towards the shore (Geelong
Advertiser 7™ April 1854) although there was thought to be no apparent danger from either
the weather or the position of the vessel (Geelong Advertiser 4" April 1854).

The Pilot ordered that the vessel head NE, with the wind being about east to south-east. After
about 30 minutes, when the Red Light (of Shortland’s Bluff) was still not visible, the Pilot
ordered the ship to turn on a Port Tack, heading SSW. He remarked to the Captain that the
men were not handling themselves “as smart as the Pilot wished” and that he thought it was
not safe to attempt to pass through the heads until daylight. The Pilot said that the vessel
should be kept in its position until 4 in the morning, and that the ship was safe (VPRS



1189/110/3934). William Lewis recalls that the Pilot ordered that the ship be held with its
“head towards the shore” (VPRS 1189/110/3934).

With the sails set and high land in sight, the Captain went below decks, and was followed
shortly after by the Pilot. The Pilot had left orders to keep the Shortland’s Bluff Light in view
and remarked to the Captain that as the current was strengthening from the east the ship
would make no headway against it. On this basis, the Captain was told he could go to bed,
and allowed the larboard watch to go below, at which time the Shortland’s Bluff Light was still
visible. David Reid (carpenter) recalls that when the larboard watch was sent below, that the
wind was “on the land”, the vessel was moving slowly through the water and that he could see
the land and hear breakers (VPRS 1189/110/3934).

William Lewis (able seaman) took the wheel at about 9pm, and Shortland’s Bluff light was
visible for a further 45 minutes before he was relieved by George (unknown surname). The
Captain and Pilot were talking below decks and William Lewis had been off duty, below
decks, for about quarter of an hour when the vessel struck, around 10pm (VPRS
1189/110/3934).

The newspapers record quite a different story, with the Captain accusing the Pilot of steerlng
an incorrect course, trying to intervene and being “repulsed” (Geelong Advertiser 4" April
1854), and that angry, or unpleasant words were exchanged between the Captain and Pilot
(Geelong Advertiser 4" April 1854 & The Argus 4" April 1854) shortly before the vessel
struck. Nothing relating to an exchange of angry words, or the failings of the pilot are
mentioned in the inquest papers, and John Clarke Jnr's journal suggests nothing of a
disagreement, only that the pilot did not consider it safe to attempt to enter the Heads in the
dark.

On the basis of the accounts given at the inquest, the Chief Harbour Master suggests that the
Pilot did not make sufficient allowance for the strength of the tide, which took the Columbine
off its course and onto the reef (VPRS 1189/110/3934).

The vessel struck the bottom a number of times (between 3 and 5) around 10pm (although
newspaper records vary reporting between 8.30pm and lam in the morning), breaking the
tiller and rudder. The Pilot ordered the sails up to get the ships head to the wind, which was
done, but the ship heeled over to port. The Columbine continued to drive towards the shore
striking the bottom until it rested in smooth water in its final position (Geelong Advertiser 7"

April 1854 & VPRS 1189/110/3934).

The descriptions of movements prior to striking the bottom, and the prevailing onshore winds
and easterly currents suggest that the Columbine would have been drifting from its approach
to the heads north-eastwards, towards the shore between Barwon Heads and Point Lonsdale.

The newspapers report the vessel to have been wrecked “a mile and a half east of Barwon
Heads” (Geelong Advertiser 3" April 1854) “midway between Point Lonsdale and Barwon
Heads” (Melbourne Morning Herald 4" April 1854) and “four miles to the westward of Point
Lonsdale” (Geelong Advertiser 7" April 1854).

The Columbine came to a rest on a ridge within a cable length (approx. 185m) of the beach
(Geelong Advertiser 3" April 1854). An hour after the Columbine came to rest at |ts final
position, a foot to 18inches of water had washed into the cabin (Geelong Advertiser 7" April
1854).

The ships Gig and Long Boat were launched around midnight, and the Chief Officer got into
the Gig was washed out of it, but immediately picked up again. The crew and passengers had
resolved to remain on board until daylight.

By 3am the sea was breaking over the deck, and according to the Captain, the Pilot thought
that it was low water, with the possmlhty of a further 4 foot of rising water (VPRS
1189/110/3934). The Geelong Advertiser (3 April 1854) and David Reid’'s account at the
Inquest (VPRS 1189/110/3934) suggests that the vessel had in fact gone ashore at high tide.



All accounts suggest however, that the Pilot seemed to think that the vessel would go to
pieces, and it was agreed at this time to man the gig and longboat.

The Iongboat described as “leaky, rotten old boat, unfit for navigating a mill-pond” (Geelong
Advertiser 4" April 1854), was got alongside first to get the passengers ashore. Eleven
people, including the four passengers and the pilot got into the longboat, whilst the Mate and
four crew (including David Reid) took the Gig ashore (VPRS 1189/110/3934).

Shortly after the longboat left the side of the Columbine, it got broadside on to the surf and a
wave broke into and filled the boat. A second wave struck immediately afterwards and
washed everyone out of the boat, except William Lewis, who was lashed into the longboat
and managed to get safely ashore in it (Geelong Advertiser 7" April 1854).

John Clarke Jnr and William McLennan describe the great difficulty they experienced getting
ashore, whilst the Captain recalls that he was exhausted having helped save the boy and
assist his brother ashore. Captain McLennan then went in search of the others and found the
bodies of the Pilot and Mrs Clark. The bodies of Catherine McLennan and John Clark Snr
were found afterwards by the crew (Inquest papers 6" April 1854). John Clarke Jnr recalls
that he assisted the Captain in bringing the dead Pilots body ashore followed by those of his
mother, father and Catherine McLennan (Geelong Advertiser 7" April 1854).

The Captain asserts that those who drowned were in the water not more than 5 minutes
(VPRS 1189/110/3934), but given the state of the surf and difficulties the survivors described
in getting ashore it is not surprising that it did not take long for the four to drown.

The Geelong Advertiser suggests in its first account of the wrecking (3rd April 1854) that if all
had remained on board that no loss of life would have occurred. The Chief Harbour master,
having reviewed the Inquest papers agreed (VPRS 1189/110/3934).

The wreck was discovered by a local Mr William Hudson, who reportedly saw the vessel “hard
and fast, stern on and quite close to the beach” (Geelong Advertiser 3" April 1854). He saw
seven or eight survivors attempting to light a fire on the beach, whilst four dead bodies, those
of the pilot and three passengers, were drawn up on the beach. Mr Hudson took immediate
steps to obtain food and drink for the survivors (Geelong Advertiser 3" April 1854). The wreck
was seen at daylight from Point Lonsdale, by the pilot schooner Boomerang, whose life boats
were also sent to give assistance (Melbourne Morning Herald 4" April 1854).

An inquest was heId into the wrecking and subsequent deaths of the pilot and three
passengers on 4" April 1854 at Queenscllff (Geelong Advertiser 4" April 1854) although most
of the papers from the Inquest are dated 6" April (VPRS 1189/110/3934).

The Chief Harbour Master wrote his report on the Inquest on the g™ April 1854, in which he
suggests that “the loss of the ship was occasioned by the Pilots not making sufficient
allowance for the strength of the tide, which evidently swept the Brig out of her course upon
the reef’ and goes on to praise the previous conduct and character of the Pilot. He also
suggested that had the crew and passengers stayed aboard the vessel, all might have
survived the event (VPRS 1189/110/3934).

All reports of the wrecking incident indicated that the vessel remained in tact, with the surf
breaking over the decks (Geelong Advertiser 3" April 1854). The Captain and crew were
reported to be working to save the cargo, the majority of Wh|ch was expected to be recovered
if the weather continued to be fine (Geelong Advertiser 4" April 1854).

A small notice in the Geelong Advertiser on the 5™ and 6" April 1854 stated “Carver & Dalton
are favoured with instructions from Messers F. Champion & Co., Londs Agents, to sell by
public auction, at their rooms, Moorabool Street, on Thursday next, the 6" April at 12 o’clock,
The hull, materials and cargo of the brig Columbine, as she now lies stranded between the
Barwon and Port Phillip Heads”, whilst a short note in the Melbourne Morning Herald dated 7"
April 1854 said that “nothing by six boxes of candles had been landed from the wreck of the
Columbine”.



Nothing further relating to the details of the items recovered and sold has been found, and no
records relating to the auction house have been located. All reports suggest that hull could
not be salvaged, although it was listed in the auction sale at Carver and Dalton above. It was
estimated that the value of the loss of the vessel and un-recovered cargo was £3,000
(Anderson & Cahir 2003: 138).

The bodies of the four drowned victims were interred at Shortland’s Bluff, (The Argus 5" April
1854, VPRS 1189/110/3934) although all burials at this cemetery were relocated to Point
Lonsdale, sometime after the 1860’s (Heritage Inventory citation). The Queenscliff Cemetery
has no records of the early burials, and no information regarding the drowning victims from
the Columbine (R. Forbes pers comm.). Discussion with the secretary of the cemetery and
Jocelyn Grant (Queenscliff Historical Museum) suggest that Section 1A of the cemetery is
most likely to hold the bodies, although there are no grave stones mark them. A number of
unmarked graves have been discovered here by the cemetery grave diggers, and because of
these discoveries the area is now closed to new burials.

The Pilot Matthew Davidson left a widow and five children (The Argus 5" April 1854, VPRS
1189/110/3934), whose descendants still live in Victoria (M.Mitchell pers comm.).
Queenscliffe Maritime Museum recently acquired the journal of John Clarke Jnr, in which he
describes his recollections of the wreck and his life afterwards. John Clarke Jnr remained in
Victoria after the wrecking, and the journal suggests he worked on the construction of at least
two houses in Queenscliff (pers comm. Les Irving Dusting). No further research has been
undertaken investigating the subsequent life of the crew.

5 REMAINING ELEMENTS OF THE WRECK SITE

The wreck site lies in an area of sandy seabed, with outcropping rocky seabed, and
comprises a mound of cargo and ship fragments (Figure 4). A section of keel timber was
seen on the site in 2003 and although it has subsequently been covered by sand (D.Love
pers comm.) it suggests that further sections of hull structure could survive buried beneath the
cargo mound.

Figure 4: The cargo mound
The exposed, visible remains of the wreck are primarily concentrated in a mound
approximately 7.5m long, with two anchors and a windlass lying 9 and 20m to the north-east.
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A large, possibly structural timber lies approximately 6m to the south-west of the mound and
some broken bottles are scattered in the area west of the mound.

The visible remains comprise ships fixtures and fittings and cargo items which are
summarised below.

Although the major components of the wreck site have been surveyed (Figure 1), a complete
accurate site plan including smaller artefacts has not been produced. A detailed survey may
take a number of visits as the site is often covered by sand, and conditions are often difficult
to work in.

5.1 FIXTURES AND FITTINGS
No coherent sections of ship structure are visible, but a number of objects representing
fixtures and fittings on the ship, help orientate the wreck. The position of the anchors and
winch suggest that the bow of the ship lies to the north-east, towards the beach, but not
perpendicular to the shoreline.

Within the main mound, two iron pipes lying approximately NW-SE may relate to the ships
pumping system, although no coherent features attached to the pipes have been recorded,
and they could as easily be remnants of the salvaged cargo. A square iron container lies on
the north side of the pipes concreted within the mound and has been interpreted as a possible
tank/container or stove. A large piece of worked timber, probably structural, has been
identified on the eastern side of the mound with a brass bolt possibly attached. A second
cuprous bolt (recorded as both brass and copper) lies to the north of the mound, but is not
recorded as being attached to anything (Wreck Report forms).

To the north-east of the cargo mound are two anchors, a windlass and a coil of chain. The
windlass is heavily concreted (Figure 5), and measures approximately 1.0m long and 0.80m
wide, but without additional recording, no further interpretations can be made.

Figure 5. Windlass with chain to the east of anchor 1.

The anchors and chain are discussed in more detail below.
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To the south-west of the mound is a large worked structural timber, possible beam or keel
section.

5.2 THE ANCHORS AND CHAIN
The two anchors lie to the north of the site, towards the shore, and were surveyed by HV staff
(in 2004). Five coils of chain lie to the south of anchor 1.

Anchor 1

Anchor 1 lies approximately 5m to the north-east of the centre of the cargo mound. The
anchor is made of iron with an iron stock (Figure 6). Anchor 1 seems to have a ring, rather
than a shackle, although descriptions by divers vary, and early shackles were round rather
than oval or D shaped (Cotsell 1856), which could lead to misinterpretation if it was heavily
concreted. A length of stud link chain is attached to the anchor and lies towards the north-
west. A turn of the chain can also be seen half way along the shank. A site inspection report
from 2003 suggests that the shank of anchor 1 may have a square profile, although the
photographs suggest that it is reasonably concreted and degraded and can not be used to
confirm this suggestion.

Figure 6: Anchor 1

Without additional detailed survey and recording the exact type, size and date of the anchor
can not be established. However (based on photographs and survey measurements), it is
clearly not a straight armed anchor, which suggests a 19" century date. The fluke shape &
size also discounts the Porter and Trotman types, and it seems unlikely to be a Rogers’s
Patent Small-Palmed Anchor. The best suggestion is that it is either a Pering’s Improved
anchor (c.1835) or Admiralty New Style (c.1850) type (Curryer 1999). Recording of the stock
may help to identify the type of anchor, as it appears to be an even cylindrical shape similar to
that of the Admiralty or Cotsell's stock (Curryer 1999: 110), but no angles end is visible in the
photographs or survey drawings.

The survey measurements from 2004 are presented below.
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Anchor 1

Feature |Length Width/Diameter
Stock 2.1m 6’9" ? ?
Shank 20m |65 0.13m | 0'5 /30"
Fluke 0.46m | 1’4" 0.40m | 1' 3"
Ring n/a n/a 0.32m | 1' 0 "
Chain 0.15m | 0'5 %" [ 0.10m [ 0’ 4"

The anchor is a relatively small example, and comparison with historical tables of dimensions
does not provide very good correlations, although the dimensions of the smaller sizes are
presented below. The shank of Anchor 1 correlates well with a 2cwt weight, although the
flukes are much smaller (Curryer 1999: 60)

Weight Length Length Breadth Thickness Size of the Size of the Quter Thickness
of of flooks. of the of the trend. small diamet. of | of the ring.
shank. palms. palms. round. the ring.

cwt feet | in | feet | in | feet | in | feet | in feet | in feet | in feet | in feet | in

1 5 8 |1 10| 0O 9 0 0% |0 2% |0 2 0 9 0 1

2 6 6 |2 2 0 11 |0 0% |0 2% |0 2% |0 11 |0 1

3 7 0|2 4 1 0 0 0 0 3 0 2% |1 0 0 1Y%

4 7 6 |2 6 1 1 0 0 0 3% |0 2% |1 1 0 1

Source: Burney’s Marine Dictionary of 1815 in Curryer 1999

Anchor 2

Anchor 2 lies approximately 18m to the north-west of the cargo mound, and is slightly longer
than Anchor 1. It is made of iron, has a shackle (Figure 7)) but no stock.

Figure 7: Shackle on anchor 2

A loop of light chain survives around the crown of anchor 2, but none of the heavier stud
chain was visible near this anchor.

Less information has been recorded about this anchor, and it is hard to make suggestions as
to its type and date. Figure 8 shows that the arms of anchor 2 are curved, supported by
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