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ABSTRACT
Lynn B. Harris. A PRELIMINARY INVESTIGATION OF THE SEAPORT,
TABLE BAY, AND SHIPWRECKS IN THE VICINITY OF CAPE TOWN, SOUTH

AFRICA. (Under the direction of William Still) Department of
History, December 1988.

The purpose of this study is to explore the potential
of both documentary and archaeological sources to supplement
the maritime history Cape Town, South Africa. Cape Town
played an important role as a shipping station for the Dutch
East India Company (1652 - 1795), British base to suppress the
slave-trade and ship prisoners during the second Anglo-Boer
War (1899 - 1902), focal point for World War I and II
troopships, and stopover for passenger shipping services
during the nineteenth century. Shipwrecks in the treacherous
anchorage, Table Bay, were the cause of financial loss to many
nations, particularly the Dutch. Since the eighteenth
century, when John Lethbridge ventured into Cape waters with
his "most famous diving machine, " salvage of these shipwrecks
has also become a feature of South Africa's maritime histbry.

Salvage, urban developments, and heavy surf has depleted,
destroyed, or buried many shipwreck sites in the vicinity of
Cape Town. Artifacts recovered by divers and various
collections donated to the South African Cult&ral History

Museum, as well as and the timbers of the Nieuwe Rhoon (1776)

eXcavated during the Civic Center building operations,

represent the only material evidence of these sites.
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A preliminary survey of seventeenth- and eighteenth-
century shipwreck sites in the vicinity of Cape Town was
conducted. A maénetometer survey to locate and identify
remaining sites was undertaken in the nearshore Table Bay

area. Five sites were located: three dating to the nineteenth

century and two to an earlier time period. The potential

significance of local sedimentary processes for survey

planning was also investigated. Mapping the site of the

Huis de Crayenstein (1698) provided data about the cannon and

anchors carried aboard Dutch East Indiamen.
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INTRODUCTION

The history of Cape Towh is élosely linked to maritime
activity. In 1772, a visitor described the Cape as "an inn
for travelers to and from the East Indies, who, after several
months sail may here get refreshments of all kinds, and are
then about halfway to the place of their destination, whether
homeward or outward bound."l Although the Portuguese had
discovered and named the Cape during the fifteenth century,
the Verenigde Oost-Indische Compagne (VOC) formed a more
permanent base here in 1652.2

Unfortunately, the Cape did not entirely fulfill the
expectations of the founders as a refreshment station for
shipping. Despite the Company's attempts to construct
breakwaters and jetties, the Cape anchorage, Table Bay, had
exceptionally high shipping losses. The Cape also became a
venue for smuggling and illegal private trade among seamen,
local citizens, and Cape-based VOC employees, at further

3
financial loss to the Company.

The VOC's hesitancy to spend any money on the upkeep of
the Cape's military installations led to the capture of,the
Cape by the British in 1795. The British acted because their
enemy, France, seemed poised to take Cape Town from the Dutch

The directors of the English East India Company warned their
controlling committee and the acting-home secretary, Sir

Henry Dundas, that France with her strategic island

. , L v
Possessions such as Ille de France and Reunion, in addition to




the Cape, could seriously damage their Company's trade in the
Far East.4 From 1806 to the mid-1970s the Royal Navy
maintained a presence in South Africa. 1Initially, the British
used the Cape as a base from which to oppress the West and
East African slave trade. During the Second Anglo-Boer War
(1899-1902), captured boers were shipped from the Cape to
prisoner-of-war camps such as Bermuda, Ceylon, St. Helena and
the West Indies. During World War I and World wWar II, the Cape
was a focal point for troop ships voyaging between the Indian
and the Atlantic Oceans. This activity congested Table Bay but

5
also stimulated harbor developments.

Passenger shipping services to South Africa developed
during the nineteenth century. The Union Castle Line (formed
by the merging of the Union and the Castle Lines in England)
held a contract to carry mail between England and South
Africa. These mail ships, whose passenger complements in
later years exceeded seven hundred per trip, became household
names. New ships arriving at the Cape attracted»both crowds
of people and press coverage.6

South Africa's development is stiil associated with
the sea, and the country's prosperity depends largely on
maritime activity. The coastline remains one of the world's
major trade routes because it represents the only viable
alternative to the Suez canal for ships voyaging between
Zurope and the East. Unfortunately, little has been done to
preserve the maritime heritage of South Africa (although a

national maritime museum and underwater archaeology program




are under consideration). Published historical research
devoted to South Africa's maritime history has only begun to
explore available sources. 1In addition, potential
archaeological evidence in the form of shipwrecks litters the
Cape's coastline. Tragically, urban development in Table Bay
Harbor and salvage operations have destroyed many of these
sites. As a local author maintains, "It is strange that the
descendants of European settlers who came over water to a sub-

continent, where two great oceans divide, have done so little

7
to preserve their maritime heritage."

In light of this situation, the objectives of this
project are to utilize historical and archaeological sources,
particularly those which relate to the VOC in the seventeenth
and eighteenth centuries, in the vicinity of Cape Town,

South Africa (Figure 1). The successes and failures of the
Dutch East India Company and her overseas possessions has been
approached by researchers from various perspectives. The fate
of the Company has sometimes been explained in terms of
national capital, the balance of power between the merchants
and the government, or external developments such as
international relationships. In terms of national capital,
ittle attention has been focused on two major contributing
factors - shipwrecks, which involve the losséof valuable
cargces, and the role that contraband and other illicit
activities played in the Company's history. The Cape Archives

and South African Library, both in Cape Town, contain a wealth
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of sources which provide abundant evidence to establish the
role the "Tavern of the Seas" played in South Africa's-
maritime history.

VOC records in the Archives are made up of a three-part
collection: the "VC" (Verbatim Copies), "C'" (Council of
Policy) and "LM" (Leibrandt's manuscript Ptecis) series. The
VC series is comprised of original documents from the Algemeen
Rijksargief in Holland, the Berlin Staﬁe Library, the National
Archives of Zimbabwe, the Dutch Reformed Church Archives in
Cape Town and various other local and overseas repositories.
These valuable documents, selected because of their relevance
to the Cape's history, include hand-written and typed copies,
manuscripts, and photocopies.

The C series consists of copies of the records
of the Council -of Policy. This Council was the government of
the VOC at the Cape under the leadership of the Commander.
The Council of Policy passed legislation, issued instructions
on all kinds of matters, imposed taxes, made appointments,
granted land, heard petitions, and managed all military and
naval affairs. Registers and indexes for this series are
virtually non-existent or incomplete. The sources which were
used most frequently were the “Resolutions” (minutes or
cceedings of the Council from 1651 to 1795), correspondence
Setween the Cape VOC officials and those in Batavia and
folland, and journals which recorded the Cape's daily events

from 1691 to 1794. Hiatuses in the C series are covered by

Originals in the VC series. Leibrandt's ptecis, the




LM series, are literal transcripts of many of the C and vC

documents. They are often in better condition and more legible

than the other documents.

Maps of the VOC settlement in Cape Town are available
from both the Cape Town Archives and the map collection at the

Jagger Library of the University of Cape Town. These

documents identify the locations of shipwreck sites,

fortifications, rivers, and farmers' properties which

complement the information obtained from the text.

The valuable works of O.F. Mentzel, housed in the

South African Library, focus on life in the Cape during the

mid-eighteenth century. Mentzel's original documents were

translated from German into English by graduate students at

the University of Cape Town and published by Cape Town's local

8
historical organization, the Van Riebeeck Society.

Analysis of Dutch - Asiatic Shipping records, listing

information on all the vessels owned by the vOC, reveals that

a high number of vessels, often entire fleets,
9

the Cape coastline.

were lost along
More information about these shipwrecks

is available from reference guides such as the South African
Library's shipwreck catalog and a manual on shipwrecks of the

10
Southern Cape published by a local sport diging club. In

addition, a survey of shipwreck sites located in Table Bay was

2tnducted. The nearshore area (approximately 500 meters from
the shoreline) from Bloubergstrand (Blue Mountain Beach) to

Greenpoint was investigated. A known Dutch East Indiaman site
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at Oudekraal (0ld Village) was also examined (Figure 2).

Determination of approximate site locations and the
feasibility of conducting underwater archaeology in the
Table Bay area was carried out by compiling information from
old maps, charts, aerial photographs and past surveys done by
autherized salvors, sport, and scientific divers.
Archaeological problems and solutions were contemplated.
Artifacts recovered by divers from shipwreck sites in the
survey area prior to this project, and collections donated to
the South African Cultural Hiétory Museum, were recorded and
photographed. The paucity of this sample material and non-
systematic recovery demanded cautious assessment. Perhaps when
more comprehensive archaeoclogical projects are conducted in
the Cape this material will provide more reliable, extensive
evidence. '

On the basis of the information compiled on Table Bay, a
magnetometer survey to locate and identify sites with the
assistance of volunteer sport and scientific divers was
undertaken. Sites and magnetic anomalies wefe plotted and
investigated.

This thesis constitutes a preliminary exploration of the

tential of maritime historical and archaeological sources in
* using inter-disciplinary research methods. This
ide information on the role the Cape station played

shipping and a data base which will contribute towards

future underwater archaeology research in Cape Town.
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CHAPTER 1

THE DUTCH EAST INDIA COMPANY AND CAPE TOWN

The discovery of the southern African route to the

East Indies and the growing importation of American silver to
Burope are generally recognized as the two major forces behind
pre-modern world economy in the sixteenth century. Although
the implications for the economic history of Europe has long
been a popular topic, and recently emphasis has been placed on
the economic history of Asia, scholars have paid little
attention to Africa, in particular the Cape. The Cape's first
port, Cape Town, was initially a Dutch shipping station rather
than a colony.l The Cape's strategic position on the Eastern
route significantly influenced the maritime history of Holland

as well as the local history of Cape Town.

The European agency that first developed the Cape was
the VOC. The historical background to the VOC's composition,
maritime, and mercantilistic policies will be discussed.

Cape Town's role as a refreshment station - the local
aAdministration, economy, illegal trade, and shipping losses

will also be considered.

(I) THE DUTCH EAST INDIA COMPANY-COMPOSITION AND POLICIES

The VOC was composed cf an amalgamation of several
Sompeting companies formed at various times since the late
Sixteentn century. The primary objective of these companies
was

Lo invade the Portuguese monopely of Eastern trade,

Particularly that of highly profitable spices, which were
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important ingredients for food preservation. The Company's

charter was issued for the first timeqby the Netherlands
gtates-General in 1602. Periodically renewed until 1796, the
charter granted the Company a monopoly of trade between the
cape of Good Hope and the East Indies.

The VOC was a joint-stock company representing a fusion
of public and private interests. The high price of the
limited amount of land available and the heavy rate of land
raxation in the Netherlands made shares in shipping, mills,
fishing, or trade voyaging more favored forms of investment.4
The Company was also closely connected to the Dutch Government
which supported merchants by exempting them from certain state
duties and supplying them with selected armaments. In the
late seventeenth century the VOC in turn supported both the

Government by lending funds and the Admiralties by lending
5

ships.

The VOC consisted of six kamers (chambers): Amsterdam,
Delft, Enkhuizen, Hoorn, Middelburg and Rotterdam (Figure 3).
The division of the Company into geographic chambers had mixed
results. By involving more cities in their activities, the
- VOC directors created a national trading company. On the other
hand, extending authority ocutside Amsterdam created new

Mmanagement problems of communication, logistics, and authority.

Although each chamber could independently appoint and keep

accounts, a chamber was still limited by the executive
8
€cuncil, the Chamber of Seventeen. This Council, composed of
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seventeen delegates from the various chambers, only met three

cimes a year to discuss important issues relatiﬁg to trade and
colonial governments. The capital of the VOC Empire was in
patavia, the capital of Java, Asia. Here the Governor-
Generals of the Council of India were seated. Their task was

7
to regulate Dutch trade and government in Asia. Subordinate

to Batavia were buiten comptoiren (branch offices) in Amboyna,
the Cape, Ceylon, Macassar, the Moluccas, and the north-east
coast of Java (Figure 4).

The VOC wielded great power. It had the authority to
make treaties, wage war, and appoint military and civilian
officials. The order of rank was governor, director,
comhmander, and head. This complex bureaucratic system
hampergd the Company enormously. Eventually, dependence on
unreliable officials who conducted private business and abused
their office at the trading posts, including the Cape,
contributed to the decline of the VOC. Many critics have

humorously argued that VOC stands for Vergaan onder Corrupsie
8
{Collapse through Corruption).

II) MERCANTILISM
The magnitude and significance of Holland's colonies to
her economy, as well as to the rest of Europe, are apparent in

-8 statement by an Englishman during the early eighteenth

It hardly produces a thing, and yet has the
Wherewithal to furnish other people all

they can have need of. It is without
forests...and there is not seen anywhere
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else so many carpenters which work in naval
construction either for war or merchandise.
Its. lands are not fit for the culture of
viners.. and it is a staple mart of wines
which are gathered from all parts of the
world. It has no mines or metal, yet there
is almost as much gold and silver as in
Peru or Spain....The wheat and grains there
hardly suffice for nourishment to a part
of its inhabitants...Its neighbors receive
it either for subsistence or trade....Its
warehouses are so full, and its'merchants
seem to carry so much to strangers, or that
strangers come to load in its ports,that
there is not a day, and it may be said, a
moment, that ships do not come in and go
out, and frequently in entire fleets.9

The Dutch were experienced shippers who voyaged between

the Baltic and the Bay of Biscay. They handled grain cargces

from North Germany and Eastland, iron and copper from Sweden,
timpber from Norway, salt from Biscay and Portugal, and

herrings from the North Sea. Their economy was based on a

system of seaborne trade in which, as middlemen, they bought,
sold, and traded with the rest of Europe. The ship which

carried the burden of this activity was the Dutch fluit, known

to the English as the flute. Designed as a freighter in 1590,

the fluit was round in the stern, broad-bottomed, narrow in
the deck, and cheap to build and operate. It was ideal for
carrying bulk cargo and sufficient food for long voyages.10

In the late sixteenth century, soon after the fluit had
been introduced, Dutch merchants initiated their first voyages
tc the Far East. Dutch traders had experienced difficulties
in obtaining spices from the Portuguzse. Prices were

exorbitant and Dutch sailors were often molested and robbed.

For these reasons Holland challenged Portugal for control of
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11
the spice trade. Although the first voyages to the

Far East did not reap great financial profits, the fact that
they established direct contact with the East caused
tremendous enthusiasm in Holland. After the VOC had been

formed in 1602, profits and the number of ships sent to the
12
Far East escalated steadily.

(IIT) CARGOES

The major cargo component of ships voyaging to the

Far East was precious metals. A compilation of VOC cargo

records indicate that on average other goods only represented
13

six per cent. Europe could not supply Western exports at
prices that would generate enough revenue for the purchase of
Asian goods. Although Europe had scientific and technological
superiority, Asia had lower labar costs and a long history of
handicraft skills. Asian and European markets were not
particularly complementary. This was further reflected in the
wide disparity of price levels in the two regions. Thus, the

only major item with which Europe could supply Asia was
14

silver. Holland was possessed the largest European stocks of

imported South American silver. Spain, burdened by war taxes

and loans, was forced to trade silver for Dutch foodstuffs and -

manufactured goods. In this way, Holland claimed a large

3

POrtion of South American silver long before it even reached
15

the mother country. So, because of the idiosyncrasies of

Asian and European markets, Dutch silver was traded for Asian

Spices.




13

Consumer trends in Europe and the availability of items
in the Far East effected Asian-Dutch trade. Although spices

were the VOC'S initial commodity in the Far Eastern trade, and

they constituted a major portion of the cargoes in the first
half of the seventeenth century, textiles overtook spices

after 1650. Tea and coffee also gained popularity (Table 1).

For instance, tea was initially very expensive and sold only

in pharmacies for "fat people and those who have hot yellow

16
gall or suffer from the vapors or have too much sleepiness."

By the time textiles replaced spices in importance in

VOC cargoes, the "Indian Craze" had overtaken Europe. This

was evident in all forms of attire. One observer related,

...few think themselves welldrest till they
are made up in Calicoes, both Men and Women,
Calico shirts, Neckcloths, Cuffs, Pocket
Hankerchiefs for the former, Headdresses,
Nightrolls, Hoods, Sleeves, Aprons, Gowns,
Petticoats and whatnot, besides Indian
stockings to both Sexes. 17

Satisfying consumer demand was important, but the VvocC
also had to load their vessels to near maximum capacity in
order to make their voyages to the Far East profitable. At
the bottom of the ship, anchors and metals were stowed. Wood
targo was often used as a lining between the rib and knee
braces. Thisg lowest level constituted the ballast. Bags of
8pices, such ;s black pepper and cloves, were often included
8S a protective garnier (filling). Sometimes an extra 5
kroeberg (flooring) was also used to strengthen the vessel.

As a rule, six layers of commodities rested above the




TABLE 1.

CHANGES IN THE COMPOSITION OF

EASTERN CARGOES FROM 1619 = 1700

Percentage in Years: 1619-21 1648-50 1668-70 1678-1700

1. Spices.....v0v....17.55 17.85 12.05 11.70
2. Pepper............56.45 50.34 30.53 11.23
J. SUgAr.iiiereeennes = 6.39 4.24 0.24
4. Tea & Coffee...... - - - 4.24
5. Drugs & Dyes...... 9.84 8.52 5.84 8.29
6. Saltpetre......... - 2.07 5.08 3.92
7. Metals.....v...... 0.10 . 0.50 5.74 5.26
8. Textiles..........16.06 14.16 36.46 54.73
9. Sundries.......... - 0.17 0.06 0.39
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pallast. The first smooth layer, extending from the bulkhead
to.in front of the mainmast, consisted of chests of china.
From the mainmast to the bulkhead, parcels of cotton, yarns,
and drugs were stowed. White pepper was laid along the
shipboard. The second layer was comprised of textiles, and
also had white pepper along the shipboard. Textiles, often
bales of Persian and Bengali silk, comprised the third layer.
valuable commodities, such as expensive tea and nutmeg cakes,
were stored in cabins under the responsibility of a crew
member.19 The Company's officers and cfew were legally
permitted to carry back a small amount of goods to Holland in

the form of "privilege tonnage." Volume was proportionate to

each man's rating and length of stay in the Far East. This
private import was not documented in the vessel's inventory.
in addition, smuggled goods made up a large portion of

cargces. On one occasion, the Chamber of Amsterdam seized

20
goods worth more than 171,000 florin.

Content and proportion of both privilege tonnage and

smuggled goods are only superficially considered in Company
records. Occasionally, greedy crews overloaded ships with

21
Private cargo "with a subsequent risk to navigation."

=
N

urther archaeological research on shipwreck sites should

¥Yield more evidence in respect to private cargo.
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(Iv) THE CAPE ROUTE TO THE FAR EAST

VOC outward-bound fleets left for Batavia each year in

January, February, and March. Ships carrying return cargoes

rom Batavia left in October or November. As trade increased

towards the end of the seventeenth and the beginning of the

eighteenth centuries, larger numbers of ships and fleets left

Batavia between October and March. Returning ships arrived in

the Netherlands during the summer. Cargoes were auctioned in

the autumn. Equipping ships took place in the late summer and

the new year. Conditions of war or peace determined whether

22
ships sailed together in fleets or small convoys.

Initially, the Dutch sailed to the Far East via the

achter-om (back-way) route around the British Isles to avoid

head winds in the English Channel. They crossed the Atlantic

to South America, and then sailed east to the Cape of Good

Hope. From there, vessels coasted up East Africa, then cut

across the Indian Ocean to India or to the Malay Archipelago.

Beyond the Cape, the route was slow and dotted with dangerous

islands and reefs causing many a shipwreck. As a result,
. 23
vessels stopped only briefly at Madagascar and Mauritius

(Figure 4).

In 1613, a VOC captain, Hendrick Brouwer, discovered a
faster route from the Cape of Good Hope tc Java using the

“esterly winds and avoiding the south-west monscons. In this

~“47 Cape Town became a convenient halfway landfall and
refreshment station. Initially, VOC vessels stopped at the

Cape only on outward-bound voyages. The island of St. Helena,
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jocated 1,700 miles north-west of the Cape in the South

24
Atlantic, became a popular return port.

Two factors convinced the Dutch to settle permanently
the Cape port. First, wild pigs and goats on St. Helena
had all been eaten, and the fruit and vegetables available
there were minimal. Secondly, in 1647 the surviving crew of
the wrecked Haarlem discovered that a vafiety of fruit and

25

vegetables could be grown at the Cape. A recommendation by

Leendert Janszen and Mathew Proct, two VOC officials who took
charge of the group of survivors, suggested that not only
would the Cape provide an essential refreshment station, but
would also improve the health and performance of ship crews on
long voyages; dreaded scurvy took a heavy toll on life.
Additionally, if the Cape were not occupied by the Dutch, it

might be used by Spanish or Portuguese enemies. The Cape was

26
therefore strategically important to the Dutch.

In December, 1651 two ships and a vacht, the

Drommedaris, the Olifant, and the Goede Hoep, left Holland
wi

th artisans and soldiers under the command of Jan van

Riebeeck. The ships arrived at Cape Town in April, 1652. The

Commander carried out instructions to build a fort capable

nolding eighty people, to plant vegetable gardens, and to
Purchase cattle from the indigenous Khoisan population.
Although he faced many practical difficulties, Jan van
Riebeeck possessed great energy and ability. By 1662, a

Settiement had been established at Cape Town. A hospital,
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workshops, mills, corn granaries, houses, and fruit and
vegetable gargsns were situated in close vicinity to the fort
at Table Bay.

(v) vVOC ADMINISTRATION OF THE CAPE

The Cape was administered by local VOC officials who
were instructed by both the Chamber of Seventeen and the
Governor-General in Batavia. Confusion often resulted when
contradictory orders arrived from Batavia and Holland.
Instructions were sent to the Cape in the form of
correspondence with the fleets. Occasionally, visiting
commissioners would inspect and instruct. Many commissioners
accused Cape administrators of inefficiency, inaccurate
record-keeping, and delaying correspondence.28

Cape law was based on the Batavian code, the "Statutes
of India," known as the Cape placaaten (ordinances). The

routine day-to-day administration of the Cape was the task of

the local Council of Policy which proclaimed resolusies

{resolutions). The primary goal of the Council was to
. "Protect and support the interests of the VOC at the Cape."”
This was to be carried out with as little expense to VOC as

POssible; this meant meager salaries for their Cape employees.

The Council of Policy used its combined legislative and

#Xecutive powers to punish offenders, to fill vacant

POsizicns, and to govern the Cape as if it were a ship's

29 -
Provisioning and hospital station. VOC Cape governors like

b d
«“an

van Riebeeck, but more particularly his succassor,
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gimon van der Stel, greatly influenced the decisions of the
council of Policy. Cape governors had long terms in office
(thirteen years on average, twenty-one years in the case of
:simon van der Stel). They were also known to use and abuse
their executive powers to protect their private trade and land
 ownership interests of their friends. The Cape,

. gecgraphically and administratively remote, fell prey to
pureaucratic corruption. Official greed led to deprivation
and bitterness among the burghers (civilians), who smuggled
cargoes from VOC vessels. Although such malpractices harmed
the Company as a whole, local civilians probably suffered
more. Severe penalties such as death sentences were
administered to burghers for as little as picking up wreckage
on the beach.30

(VI) ECONOMY, ILLEGAL TRADE, AND SHIPPING LOSSES

Many Cape officials were discharged from Company service
t0 become farmers. These burghers were still required to do
‘duty at the garrisons, particularly during the wars against
“France and England between 1675 and 1713. Produce from their
arms Company-controlled and dedicated to supplying ships.
armers were allowed to sell to visiting ships only after VOC
arehouses werekadequately stocked. TIn addition to the
ompany's monopoly, farming activities were limited by
transpert problems - unnavigable rivers, high mountains, and
CX-wagons as the sole means of transport. Thus, most farms

" Were sityated close to the coast. Wheat and grapes were the
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only really successful plantation crops produced in this
31

environment.

wheat became an increasingly important export product.
The Dutch Eastern Empire demanded an especially large Cape
wheat supply during the eighteenth century. Cape wine
production also increased during this century, but not much

was exported. Most wines were of a poor quality and were in

32
high demand at local taverns.

Despite the relative success of wheat-farming and
viticulture, most VOC employees sent to the Cape were ex-
sailors, soldiers, and clerks, and therefore not suitably
experienced in agricultural work. As a result, slaves were
imported from Formosa and Java, where VOC officials had been
favorably impressed by their farming skills. The Council of
Seventeen had expressiy forbidden the enslavement of the
indigenous population, the Khoisan, with whom Cape employees
were required to maintain a beneficial cattle-trade
relationship. Black slaves were obtained from Angola and
West Africa in 1658 and 1659, and from Madagascar from 1670
Snwards. Indonesian slaves were often excellent masons,
house-painters, confectioners, cooks, and fishermen. The
women were skilled seamstresses, and, apparently, mistresses
of European seamen. African slaves were used foxr harder labor
such as loading and unloading vessels. Slave labor was
favored by the VOC because it was less gxpensive than paying
their own officials to do these tasks.3

While slaves took care of manual labor necessary to
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maintain the shipping station, officials indulged in private
rrade. As all public trade was subject to a strict monopoly
py the Company, any private trade was largely surreptitious
and illegal. Commodities for private trade were obtained
directly from ships, from merchants in Holland, or from local
34

auctions.
civilians, sailors, and soldiers carried out this
illegal activity. Prices were never stable and depended on
the type of cargoes carried by VOC vessels, the quantity of
goods available at the moment, and the prospect of speedy
replacement by the fleets. Tobacco and soap were staples
because there was always a ready market for them. Yet these
goods did not yield as much profit as silks and spices.
Strict Company ‘rules regulated importation and distribution of
spices; no-one was allowed to "trade spices at the Cape unless
ke purchases from the Company's store at the fixed price of
35
-One ducaton per pound.” Nevertheless, there is evidence
‘that private trade and smuggling were a primary occupation at
the Cape. One observer noted,

...smuggling goes on and it is a fact that
it is possible to purchase spices at the Cape
at a lower price than charged by the Company.
A strict scrutiny is made with the object of

iscovery of smuggled spices - both at the port
of departure - Batavia - and at the port of
landing. At the Cape dire punishments await the
individual who is found in possession of smuggled
spices. Nevertheless, the trade goes on and
even were these scrutineers Argus-eyed they
would fail to detect all channels of illicit
imports and trade. I might give illustrations

of some methods that these smugglers a@opt,
but I shall desist, lest I interfere with
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- the small earnings of some otherwise worthy
‘ fellows.36

© -

Judging from VOC records, vessels were not always

subject to such strict scrutiny at the Cape. The Council of

policy resolutions reads:

Contraband goods on return ships which
according to orders from Holland are to
be searched.... Fiscal van Heugh, however
wished the directors to be informed that a
thorough search between decks is not always
practical without partly discharging the
cargo which would cause great delay on
account of the south-east and north-east
gales.37

Another lucrative economic enterprise at Cape Town was
xeeping boarders. Boarding houses also provided locations for
illicit trading. Apart from the legitimate charges for board

- and lodging, sailors who had saved up money at stations in the
‘ . Par E;st for lack of opportunity to spend it found the Cape to
. be a most Pleasant place for diversions. It was not uncommon
to find a "half-tipsy sailor calling for twelve bottles of
wine at a stroke..., order a complete new outfit, coat, hat,
-ihoes, hose, and underwear complete..., and order a coach and

38
four to drive him in style...." Sailors were known to sell

&1l their possessions to continue going from "one low tavern
39
Ad house of ill-fame to another." These activities sometimes

esulted in embarrassed sailors staying at the Cape or

®turning to the East rather than continue home penniless to

lr wives and families. This was true not only of the VOC

10rs but also of the vessels of other nations that visited
40

the Cape. In this way Cape Town earned the adage,
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nTavern of the Seas."”

why did the VOC continue to use the Cape as its halfway
station when corruption of employees was rampant and shipping
losses high? Perhaps Holland felt a greater danger and
expense lay in another European naval power, such as France or
England, controlling the Cape's fresh provisions and strategic
location. Additionally, if the VOC had taken more rigorous
steps to prevent illicit trading activities at the Cape,
higher salaries would have been required to persuade officials
to enforce regulations.42

Many lives were lost as a result of shipwrecks. The
Cape refreshment station was intended to decrease crew
mortality on VOC vessels, but a high death rate continued
after the establishment of the hospital, granary, and gardens.
Ship and cargo losses were also a seriéus problem. Cargoes
such as bullion could be saved, but textiles and spices
quickly deteriorated once submerged in salt water.
3?urthermore, crews of vessels, Cape officials, and locals

. Probably profited more from allowing a vessel to be wrecked,
ather than attemﬁting to refloat her. When a VOC vessel
ompleted a successful vovage, the merchant who had ordered
he goods had to pay the money owing plus thirty per cent
Nterest; if the vessel were wrecked, neither the payment ncr
The interest were pavable. Seafaring men commonly tock out a

iransportbrief (transport letter) as insurance against the

loss of pay due to shipwreck. A transport letter entitled a

$a.lor to draw installments from his pay before a voyage had
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peen completed. Married men could make allowances for their
wives aﬂd famllies, and indulge in business speculations. If
the vessel were wrecked, the crew's salaries would not be
paid, although their debts would be canceled. This principle
held good only if the vessel became a total wreck. If it were
stranded, or refloated and repaired, all obligations were
binding. 1If the ship were wrecked, but the goods were
salvaged and sold at a profit, either through VOC agents or
the merchant's agents, payment was not due.40 This feature of
the Company shipping policy leads to speculation about the

crew making a more profitable deal by selling the goods at

ports like the Cape if the vessel were a "wreck." 1In any

case, how would the Company know exactly how much had been

salvaged and sold locally?

Lk

In spite of being strategically located on the

Bast India trade route, Cape Town's potential financial value

t0 VOC mercantilism was detrimentally affected by inadequate

local administration, illegal private trade practices, and

Shipwrecks. At best, the Cape was a colorful Tavern of the

: Seas; at worst, a treacherous port which contributed to the

VOC'S decline towards the end of the eighteenth century.
Xonically, private trade and smuggling, induced by the tight-

isted policies of the Company, stimulated the development of

flourishing international seaport.
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CHAPTER 2

TABLE BAY

The use of Table Bay as an anchorage and provision depot
at the Cape during the seventeenth and eighteenth centuries
was linked primarily to its proximity to a fresh water supply
¢rom the Varsche Rivier which flowed down from Table Mountain
into the Bay. Sailors waded through the surf to replenish
gheir water supplies until 1649 when the Company constfucted a
: wooden jetty near the river mouth. The water was also used to
drive the mills of the Company and to water their fruit and

1
vegetable gardens essential for provisioning ships.

{II) ANCHORAGE TO HARBOR

Despite the convenience, Table Bay not being a true
harbor, was a.dangerous anchorage. It was described as "no
“real harbor,... mereiy this Bay, formed by a rounded
indentation of this coastline, and so large that fifty or
Xty ships can lie in it at anchor."2

During the first decade of VOC involvement at Cape Town

the Company lost two important vessels, the Mauritius Eylandt

11644) and the Haarlem (1647). Towards the end of the

venteenth century the loss of the Waddingsveen (1697) and

andt (1697) prompted the Council of the East

3

idies to seek some way of ensuring the safety of their

Astern fleets. One possibility was to use a safer anchorage

% as False Bay during the winter months (Figure 5).

‘O'Hever ,

Cape officials rejected this proposition claiming

e — a3
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that the bay was too small, too rocky, and too infertile to
grow vegetables. ' Tablé Bay, where the Company had just
started developing facilities such as wharves and jetties,
would have had to be abandoned. Yet, False Bay had not been

properly investigated. Only the western bight was surveyed
3

and charted.

Simon van der Stel, Governor of the Cape, suggested

another alternative: using the Salt River estuary on the

- gales, he ordered the digging of a channel through constantly
~ forming sandbanks. Soon small sail boats could enter the
sheltered lagoon via the channel. Unfortunately, deepening

- the channel for larger vessels was beyond the finances and the

labor capabilities of the Cape, and the idea of the

The Company continued to suffer serious shipping
losses in Table Bay. Outward-bound Dutch East Indiamen,

including the Rotterdam, Schotse Lorrendraver,

!&gndvastigheid, and Zoetigheid, as well as the Chandos,

!ightingale, and Addison from England, lay anchored in the

Bay in mid-June 1722 when strong north-west winds were

fiﬁwiﬁg. Enormous waves crashed against the hulls of the

-

¥essels and the masonry of the castle overloocking the Bay. As

Ye Sovernor and his Councilors stood helplessly on the castle

bav-:o

-+~&ments, one ship after another dragged anchor or broke
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ropes and drifted towards the shore. As usual, the only
action taken was to send. some. soldiers down to the beach to
prevent looting and to collect anything that washed ashore.
By dawn the following day, the vessels had been washed ashore
and their hulls had been reduced to timber fragments. The
Cape north-wester spared neither ship nor sailor. The

standvastigheid lost 219 of her crew of 234, the Rotterdam
. 5 -
only had thirteen survivors.

In 1728, three more vessels were lost - the Haarlem, the
Stabroek and the Middenrak - virtually in the same place. The
Haarlem broke loose and stranded near the Castle where the
Lakeman had gone aground. The Stabroek was driven onshore
almost exactly where the Nightingale had been wrecked and the
Middenrak drifted towards the second Salt River mouth. This
vessel did not break up, but had "sunk into the sand and

6
disappeared" like the Haarlem in 1647.

During these years the Chamber of Seventeen, the
administrative branch representing the Company in Holland,
began considering the pProspects of constructing a breakwater
in Table Bay. A scheme designed by Michael Landtsheer,
Assistant Quartermaster to the chamber of Zeeland in

Middelberg, was sent to the Cape. The breakwater would

D2rodiacse
J2ect

5 cu cm a reef on the western shores of Table Bay.
Landtsheer stressed the importance of this artificial harbor

“C protect the fleets upon which the Company was so

!

fif‘xau'lcially dependent. The local Cape Government objected

believing the breakwater would require a vast amount of
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funding and labor, take many years to complete, and be washed

. 8
away easily by the next ferocious winter storm.

In the meantime, shipwrecks continued, and the Dutch
East India Company was forced to issue instructions to their
vessels to bypass the Cape in winter. Despite these
instructions, some ships still stopped at the Cape through
necessity. Some remedy was required. In 1729 Cape
authorities were instructed again to investigate the
possibility of establishing a permanent winter anchorage in

False Bay, and again, Cape officials insisted that the Bay was

9
too small for their fleets.

In March 1731, a program was initiated to save "ships,
profits and cargoes" by Governor-General Valckenier and the
Council of the East Indies.10 This program included leaving
Europe earlier to avoid summer monsocons in the Indian Ocean,
using a third anchor to moor ships arriving at the Cape in the

winter, and creating yet another scheme to construct a
11
breakwater.

This program was not very satisfactory, as it did not
really provide a solution. The Cape could not always be

avoided, particularly if bad sailing weather extended the

length of the voyage. In 1737 the loss of another return

fleet had a devastating effect on the Company's economy. The

§E&§L Duinbeek, Flora, Goudrian, Paddenburg, Roodenriis,

Vcorsigheid, Westerwijk and the ¥Ypenroode were all wrecked in

the vicinity of the Salt River mouth. A report on the
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attempts to salvage the cargo of the wrecks mentions that the
ncoffee and mace saved from the wrecks was found to be

12
worthless, and it was decided not to save anymore."

Although the spices lost their value, more cargo was saved
from these wrecks than those of 1722 and 1728. The Commander,
willem van der Stel, asked the Council of Policy to '"obtain
some wagons from the burgers (citizens) for carrying the
cargoes from the eight wrecks."13 The Council instructed,
...all property belonging to private

individuals be returned to them,if alive,

but should the owners be dead, to be sold

and their estates be credited with the amounts,

that is such goods as they are in lawful

possession...l4

After the 1737 wreckings, a breakwater tax to help
finance the Moulije (breakwater) project was established. When
work started on the breakwater in February 1743, there was
léss labor than usual because the slave population had been
reduced by a jaundice epidemic. Governor-General van Imhoff
imported Asian convicts from Batavia, but most of them
succumbed to the local epidemic as well.15 In any case, the
breakwater was not a very stable structure. M8ller, the
Quarter-Master, in charge of construction, had neither seen
nor built a breakwater. The nascent breakwater was destroyed
oy the next winter storm.16

In 1762, the Chamber af Seventeen sent Wwillem van
Cloppenberg, the newly appointed Independent Fiscal whose

iuties were to regulate finances and act as public prosecutor,

to investigate resuming the breakwater project.
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van Cloppenberg had regarded this project as ridiculous from
the outset. He opposed completing a structure that would
probably silt up an anchoigge in a few years and make the Bay
impractical for shipping. On the basis of this pessimistic
report the VOC ultimately abandoned the hope of harboring
their ships safely by means of a breakwater at the Cape.
Approximately thirty-five vessels were wrecked at
the Cape out of the total one hundred and five lost world-wide
by the VOC in the seventeenth and eighteenth centuries.18
Ninety per cent of the Cape wrecks occurred in the Table Bay

anchorage. The Cape port was reputed to be a 'moneyloser' for

the VOC; every year the officials closed their books with a
19

deficit.

Successful construction of a safer harbor at the Cape
can be attributed to the British rather than the Dutcch.
Captain Vetch, Harbor Surveyor to the Admirality, stated in

1857 that '"the value of a secure and ample harbor at the Cape
20

cannot be overlooked." He stressed that the Cape was a

"great turning point in navigation subject to violent storms,
21
and as such no good refuge exists." The advantages of a

secure harbor at the Cape, Vetch argued, included acting as:

1. A naval station in time of war

2. A place of call and depot for ocean steamers
3. A refuge for vessels repairing and refitting
4.

An administration center for commerce generally
between Europe and the East.21

Thus, in August 1860, a Board of Commissioners was

est

ablished and the Table Bay Dock and Breakwater Management
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for the Supervision and Construction of Harbor Works was
created to supervise building a harbor in Table Bay. Despite
the severe gales and sétbacks, a safe harbor was constructed
py the end of the nineteenth century.

In the two hundred year period between 1657 and 1857
at the Cape, over two thousand lives were lost due to
shipwrecks. The loss of property from 1853 and 1859 was
estimated at 138,000 pounds.23 Recurring loss of life and
property had given rise to various schemes for the protection
of shipping, including associated tax laws that adversely
affected the economy. Schemes in the eighteenth century, such
as digging a channel into Rietvlei and building breakwaters,
were unsuccessful due to inadegquate technology, labor, and
funds. Until the British constructed a sheltered harbor,
most shipping losses were due to exposure of anchored vessels
to storms. Since then, the causes of maritime disasters
have been inaccurate charts, too few lighthouses, wartime
casualties, and the severe and rapidly changing weather

24
conditions at the Cape. While shipwrecks d4id not end,

the harbor provided safer refuge.

(II) LOCATIONS OF SHIPWRECK SITES

In the event of a shipwreck in Table Bay during the rule

2f the VOC, the approximate location of the wreck and the

Sroperty washed ashore were reported to Company officials.
“ccations were generally described in reference to landmarks

such as fortifications, outposts, rivers, mountains, vleis
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(lagoons) and the properties of local farmers. The officials
of the VOC dutifully recorded these reports, in addition to
their attempts to salvage the wreckage or vessel in their
daily daghboeke (journals). Correspondence concerning

vessel and cargo damages was dispatched to Batavia; sometimes
salvage instructions followed in response.

Many of the landmarks mentioned by the Cape officials
are extant. Hiétorical maps drawn by the Company during the
seventeenth and eighteenth centuries are particularly helpful.
Some even mark the position of wrecks (Figures 7 and 8),
whereas others include landmarks. The landmarks shown on the

Plan of Table Bay are fortifications (Figure 9). The Castle

on the slopes of Devil's Peak was built to keep a lookout over
Table Bay. Although it commanded a good view of the Bay, it
was situated in a vulnerable position. 1In addition, most of
the Bay was out of reach of the cannons. Aas a result,

25
additional fortifications were constructed.

In 1726 another independent fort named Mauritius was
eérected. 1In 1744 it was renamed the Chavonnes Battery. This
fort was located on the shoreline rocks, and armed with 16
cannons that could be shot low over the water. 1In 1741 sea
lines were laid to form a defense system along the western
shore of Table Bay. It consisted of a line of small
the Tulbach, Helen, Elizabeth and the Charlotte.

Knokke formed its northern end. The sea lines also

-Teated a connecting line of defense between the Castle and
26
Crt Knokke.

-
-
-
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According to the historical journals and reports of the
voC, many potential shipwrecks sites should be located between
the Castle and Fort Knokke. This area of the Bay was
reclaimed during harbor developments in the late nineteenth
and early twentieth century. By superimposing a present-day
map of Cape Town over seventeenth- and eighteenth~ century Table
Bay anchorage in the vicinity of these fortifications, it is
evident that the zone around Cape Town station currently
occupies this area (Figure 10). A wreck-site was actually

discovered during the building of the Civic Centre situated
27
next to the station.

Another key feature in locating shipwreck sites is the
position of the mouths of the Salt River during the
seventeenth and eighteenth centuries. This river flowed from
Vissershoek (Fisherman's corner) t; within a mile of the
fort.28 It had two mouths: the southern mouth near the
fcrt was fed by the Swart (Black), Liesbeck, and Diep (Deep)
rivers, and the northern mouth also by the Diep river which
flowed out of the tidal lagoon, Rietvlei. Paarden Island, as
the name indicates, was embraced by these two arms of the
river and resembled an island. The opening of the. river
mouths was probably dependent on the sea tides or the season
which seems apparent from contemporary eightéenth century maps
2 the Cape Town Archives.29 Another map refers to the mouth
3S oude mond (old mouth) which suggests that the position of

30
the mouth may have changed through time as well.
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The Salt River was an important natural resource for the
cape settlement. As bartering with the indigenous population
was undependable, the vessel crews relied on fish from the *
salt River. The Salt pans also provided salt to preserve both
fish and meat. Van Riebeeck wrote in his journal that he:

...sent the crew of the Roode Vos and some
men from the shore with the sampan to fetch
a load of salt. This is very plentiful and
is much needed by us for salting the abundant
supply of fish we catch there from time to time,
and to serve to the men as additional food with
rice. They would otherwise have to eat rice dry
as there was nothing to serve it with as often
happens when no fish can be caught. 31

Fishermen living in huts along the lower reaches of the
Salt River also performed other important functions for the
new settlement. From 1662 onwards the sale of liquor,
smuggling, and inn-keeping were the main forms of local trade
in the Cape. 1Illegal, liquor stocks were brought ashore in the
dead of night from ships at the mouth of the Salt River.
This was no doubt a convenient spot for the fishermen to have
taverns! A VOC official recorded,

The Governor has for a long time been considering
the smuggling on shore of all kinds of liquor from
from out and homeward bound ships, notwithstanding
the existing ordinance on the subject. He suspects
the Salt river to be the spot where during the
night illicit traffic is carried out, notwithstanding

the beach is regularly patrolled when there are ships
here. 32

o~

Clearly, crews of vessels*®anchored clcse tc th

o

Scuthern mouth of the Salt river near the location of the

shermen's taverns were motivated by the prospects of a meal

°f fresh fish and liguor. This had to have contributed to the
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numerous wreckings that occured in the vicinity of the
southern mouth. Company records also refer.to ships

anchoring near the duintjies (dunes) which are a feature of
the second or northern Salt River mouth towards Blouberg
vwhere the anchorage is always bad and sandy."33 Many vessels
would have dragged anchor on the shallow sandy sea bed and
created another high density shipwreck site area.

Another important landmark‘for locating shipwrecks is
the outpost Kijck-uit (look-out) situated at the second mouth
of the Salt river. This outpost kept a lookout for bad
weather conditions indicated by a cloud over Lions Head

Mountain and reported the arrival of ships in Table Bay. The

Kijck=-uit also took care of flotsam and jetsam such as drowned

34
sailors, wrecks, and stranded whales.

Using a combination of references to historical
landmarks, documents, and maps the approximate positions of

seventeenth and eighteenth century shipwrecks sites in Table

Bay can be compiled (Figure 11).
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SHIPWRECK SITES 7
i
N 1. HUIS DE CRAYENSTEIN .19. WADDINGSVEEN :

. 2. DE VISCH 20. OOSTERLANDT L
‘ 3. H.M.S. SCEPTRE '21. ADDISON
' &. OLDENBUREH 22. MIDDENRAK i

5. LAKEMAN 23. HAARLEM A
6. ZOETIGHEID .26. WESTERWIJK :
7. STANDVASTIGHEID 2%. YPENROODE
; 8. ROTTERDAM 26. SOUDRIAAN ;
: 9. SCHOTSE LORRENDRAYER 27. FLORA -
10. CHANDOS 28. VOORSIGTIGHEID = | E
j 11. NIGHTINGALE 29. VICTOR .m
| 12. STABROEX 30. PADDENBURG i<
! 13. HANNAH 31. BUIS o
1a, ArdP 32, ROODENRIJS o=
‘ 15. NIEW RHOON 33. DUINBEEX OUDE MOND =
i 16. MAURITIUS EYLANDT 34, JONGE THOMAS
17. MARECHALE 35. HAARLEM
; 18. GOEDE HOOP 36. CYBELLE
' 37. SEVERE

I

>

. o SEALINES" " é:l' ' é” .
i ~
A 2
§ ~
d 5
-3
3
* +
2 < ILOMETERS 5

DOTTED LINE REPRESENTS THE RECLAIMED SHOREL INE

Tigure 11. Approximate locations of shipwrecks in the
vicinity of Cape Town.
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CHAPTER 3

SHIPWRECKS AND SALVAGE

In order to interpret a shipwreck site the "extracting

filters" which re-arrange or remove a vessel and her contents

should be carefully examined. Two significant extracting

filters include (1) the mechanical forces which operate

during and after the wrecking, such as the wind, waves, and

currents. These forces can affect the deposition of the

material (discussed in Chapter 4, p.67) and (2) salvage work,

both in the past and present, which removes content from the
1

site.

As most of the shipwrecks in the vicinity of Cape Town
are likely to be exposed to both salvage operations, heavy
sea conditions during the winter, and nearshore surf the

extracting filter approach is essential for planning surveys

and underwater archaeology projects in Table Bay.

{I) EIGHTEENTH-CENTURY SALVAGE

During the eighteenth century, much salvage work was
undertaken by the English diver, John Lethbridge. Lethbridge
w“as the inventor of the "most famous diving engine." This
abPparatus was constructed by a metal-worker in Stanhope

» London. According to Lethbridge's descriptioﬂ; it was
* rcund wooden barrel with iron hoops fitted inside and

“Utside to strengthen it. The detachable barrel head had

J.ass approximately four inches thick in direct line with his
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eyes. Openings were made so that his arms could be thrust
into watertight sleeves.ﬂ TwoAholes were drilled into the
upper part of the barrel, filled with air by means of bellows,
and stopped by plugs before the diving operation started2
(Figure 12). The apparatus permitted Lethbridge to salvage a
wreck for about half an hour. The barrel would then be raised
and replenished with fresh air. He would often remain in the
barrel for six hours at a time, being constantly raised and
lowered. He even worked in depths of up to twelve fathoms.3
When word of Lethbridge's invention reached Cape Town,

the VOC offered him a contract to salvage the contents of the

1722 shipwrecks: the Lakeman, Schotse Lorrendrayer, Rotterdam,

Standvastigheid, and the Zoetigheid. These vessels were all

outward-bound East Indiamen carrying valuable cargoes of
bullion. Lethbridge and his diving companions arrived at the
Cape in 1727. Cape officials were instructed by the Company
%o provide the diving crew with "...rations, board,(and)
money, as long as they are employed in their work and in
accordancz with the salary on the usual scale of the

Company." The VOC was quick to stress that a clerk should

always be present to note what was recovered.

Lethbridge successfully recovered silver worth more than
I1fty thousand pounds sterling. An inventory of this cargo
-Cnsisting of reals and staves bearing the Chamber of

o]
“iddelburg stamp was sent to Batavia. He also recovered:

1 anchor of 10 or 12 hundred pounds,
1 metal gun of 64 ball, 1 of 34 ball,
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1l six pounder, 3 eight pounders,

1 twelve pounder, 3 cannon balls

- 1 of 3 1bs, 2 of 4 lbs, 14 of 64 1bs,
14 of 84 1bs, 17 of 12 lbs,

6 clubs of 6 1lbs, one 12 pounder fit
only for ballast. 6

Lethbridge and his companions were still in Cape Town

when the Haarlem, Middenrak and the Stabroek wrecked in

Table Bay in 1728. Although the cargoes from the SHaarlem and
Stabroek wrecked "this side of the Salt River mouth" were

saved, Lethbridge was asked to try to recover the Middenrak's

cargo. This attempt was not Successful as the vessel had
disappeared in quicksand on other side of the Ssalt River
mouth.7

In March 1729 the English divers requested a passage
home as nothing more could be recovered from the Table Bay

wrecks. They kindly left their diving apparatus behind at the

Cape with the Harbour Master, Jacobus Moller. Lethbridges
equipment was to be "made use of when required, and when some

~F
LRS

the Company's servants have practiced the art of going down
in them."8

After the Lethbridge enterprise, salvaging wrecks at the
Cape was tackled by putting the goods, particularly the money
Chests, into lifeboats or dragging the goods into the
Shailows. No record could be fougd referring to local divers
dally using the diving apparatus, even after the 1737

“recks: the Buis, Duinbeek, Flora, Goudriaan, Paddenburg,

Zocdenrvs and the Westerwiik. The cargoes that the
\“——-——-_
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FIGURE 12
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- DESCRIPTION OF THE EQUIPMENT USED BY LETHBRIDGE,
AND HIS DIVERS.

"ALL THE DIVERS EQUIPMENT ACCORDING TO NUMBER"

(1)
(2)
(3)
(4)

(9)

(10)
(11)
(12)

The line or life line.

The barrel in which he lies facing forward.
The fastening for the barrel.

A rearview of the barrel.

The lifeline attached to the barrel.

The barrel in which he lies facing forward.
The barrel from behind.

The basket in which he brings recovered goods up.
A small container barrel.

A rearview of the container barrel.

A pipe attachment to the container barrel.

Pieces of lead necessary to use for working in these
apparatus.

Lead for use in the barrel.

Hand tongs to probe between stones.

Bellows to blow wind into the barrel.

A trowel.

Two saws to saw iron.

A little bag to hang on, the end of the barrel.
Tongs tc lift the money chests.

A sieve to sift out the smaller money.

A screw to screw intc the money chests.

Saws used to work underwater.
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(23) Handles for the saws.

(24) Copper pipes screwed into the container barrels.
(25) A chest for the equipment.
(26) A hook needle to

® % 0 000 0 0 0

(27) Cushions which are pPlaced under his chest when he lies in

the barrel.
(28) Cushions under his legs in the barrel.

(29) Tongs which he uses to climb up onto the wreck.
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crews managed to save by bringing ashore were stored in a

large room near the Company's garden that they rented from
9

a widow named van Laer.

The survivors of the wrecked vessels were often employed

to pick up the wreckage washed onto the beach and to retrieve

lost anchors. As much of the wreckage washed up in the

vicinity of the Salt River mouth, soldiers were stationed

there to ensure Protection of the Company's property from

fishermen. Furthermore, any unautherized person found

In 1793, the Sterrenschans and the Zeeland were wrecked.

The Company recovered and inventoried a large quantity of the
11

cargo. Such inventories and reports of goods salvaged

provide valuable data about the contents of cargoes. These

documents are pParticularly important since many eighteenth-
century wrecks are likely to have been destroyed during the

reclamation of Cape Town's foreshore. Thus, in the absence of

exXtant wrecks these records have the potential to reveal

inr

ormation about the East India trade and the early history

°f Europeans in Cape Town.

‘II) NINETEENTH- AND TWENTIETH-CENTURY SALVAGE

]

Salvaging activity increased during the nineteenth and

Twent

ieth centuries as diving technology improved.

fenry Adams, an experienced "diver and wreck dredger," claims

o)

S have "been engaged upon about fifty wrecks, many of them
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between Mouille Point and the Salt river." Hig advertisement

in a local newspaper announced,

quantity of Very old china, tea sets and

smelling bottles recovered by means of

my diving apparatus from a Ship in Table Bay

upwards of one hundred ang 15 years. 12

In the 1880s two Partners, Jan Steyn and John Courtney,
also conducted salvage work in Table Bay. Goods they
recovered and exhibjted at the Commercial Exchange were: "s
large horse pistol Covered with shells, the barrel of a brass

cannon, porcelain in various shapes, (and) a Chinese idol in
13

marble..."

During the early 1900s a South African company, known as
the African Salvage Comganx and Ieépresented by

Tromp van Diggeln, was formed. The company held a license

E from the Government of the Union of South Africa granting

TN monopoly to salvage any wreck in Union waters. This

concession named one hundred ang eighty-five wrecks, of which

;some °ne hundred and SixXty-six were located in Table Bay.

3 However, as a Suitable salvage vessel, equipment and personnel

were not available in South Africa, the company negotiated

it was a grab with Steel prongs, we;ghing
four tons and suspended from heavy chains.
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Poised above the sea, the prongs are opened,

they fall, the sharp ends pPlunging into the

Sea and surrounding some of the objects they

eéncounter...most of the time the grab only

releases mud on the deck. Copper sheathing

which the o0ld wooden sailing ships used

to protect their hulls below the waterline

comes to the surface....blackened oak timbers,

bits of pottery, more timber. Two old cannon

emerge but the ivory and the silver elude us. 14

The African Salvage Company, also initiated another
salvage agreement with an Amsterdam diving Company (Appendix
A). This agreement granted the latter Company an "exclusive
right to recover treasure from abandoned wrecks along the
coast of the Union for a period of five years." There is no
doubt that many historical sites in Table Bay were destroyed
by the African Salvage Company's attempt to locate
commercially valuable items. However, the company did leave
valuable records concerning the locations and identities of

shipwrecks and cargoes in Table Bay (Appendix B).

(IIT) PRESENT-DAY SALVAGE

Currently the National Monuments Council (NMC), based in
Cape Town, issues permits to commercial salvage companies to
tecover artifacts from historical shipwrecks located in the
CCape's southwestern territorial waters. These permits have a
Proviso that records of the Project must be submitted to the
Zouncil, and a percentage of the artifacts be donated tc the
South African Cultural History Museum. Two such égrmits have
Zeen issued to salvage companies to work in Table Bay.
~.though these PIOgress reports were not available from NMC at

the time, representatives of these companies helpfully
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provided information on their survey and recovery work in
Table Bay to date. They also displayed artifacts recovered
from various sites in the Project area. These collections, in
addition to collections donated to the South African Cultural
History Museum, were photographed for the purposes of this
project. No substantial collections Or records exist of the
structural remains of any Table Bay wrecks other than that
excavated beneath the Civic Centre. Although these timbers
are no longer available for research, an extensive
photographic record was pProvided by Bob Lightley for the
purposes of this study.

Salvage activities, since the seventeenth century to the
present, are important features of Cape Town's maritime
history Both documentary and material evidence of salvage
constltute a v1tal link in reconstructing and understanding

nNon-renewable cultural resources such as shipwreck sites.




59

Artifact Collections From the Nearshore Table Bay Area

Many artifacts from shipwreck sites donated to the

South African Cultural History Museum are unreliable sources

for archaeological research. Most collections consist of a few

artifacts with no site context other than the name of the
supposed shipwreck, or a Very general provenience. This
situation can be attributed to unsuitable shipwreck

legislation and insufficient funding for underwater and

maritime archaeology research. Shipwreck artifacts recovered

by local divers and Kept in private homes are not easily
accessible. Similarly to the collections housed in the
museum, privately-held artifacts also lack context. Unless
artifacts retained by the donors are thoroughly recorded and
researched by museum staf%[ collections distributed among
local divers, salvors with legal permits to work on
shipwrecks, and the museum also hamper research. Despite

the unreliable nature of collections of artifacts from
shipwreck sites in the vicinity of nearshore Cape Town, these
products of salvage and reclamation activity may represent the
only remaining material evidence of these sites. The following
dPhotographed artifacts provide very general information. A
single artifact cannot represent an entire site; therefore

~nis data should be treated as inconclusive.




Figure 1l3a. Pewter plate from the Visch (1740).




gure l3a. Pewter plate from De Visch (1740).

During the seventeenth and eighteenth century, pewter

afting flourished in Amsterdam, due to a steady migration of

sraftsmen from Belgium and Germany. During the seventeenth

15

pentury, eighty-three pewterers were married in Amsterdam

The crowned rose was the mark reserved for fine quality

ter and originated from the Tudor rose. The original old fine

ter mark, the hammer and crown, was replaced by the rose in
613. The maker's initials were incorporated in the crown (or

16
he rose at a later stage) or on either side of it.

Pewter marks and maker's initials were used right up to the
ghteenth century and appear on ninety per cent of Dutch pewter.
sUnfortunatly, it is difficult to identify many of the pewter

Arkings because touchplates were lost during the Dutch wars..

ter spoons are more commonly found on VOC shipwreck sites than
lates.
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Figure 13b. Stone China plate from the Seafarer (1966)

This earthenware plate,

decorated with a fine underglaze

print, was part of a dinner service produced at relatively low

ccst for English home and exXport markets. The ware, Stone

China or New China, was introduced in 1805. Josiah Spode

purchased the manufacturing rights, and named it 'Spode.’' The

potting is thinner and crisper than later wares such as Mason's

ronstone services. Most patterns owe their crigins
17

Sorcelains.

¢ Chinese

After Spode died in 1827, william T. Copeland and Thomas

larret purchased the business. The partners operated the firm
“ntil 1847, Although this plate is registered as an artifact
Irom the Seafarer (1966), evidence suggests it came from an

earlier adjacent wrecksite, such as the Mulgrove Castle (1839),
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Figure 1l3c. Glassware fom the Helen (1842)

Nineteenth-century glass retained many features of
eighteenth-century wares. These wares included many ordinary
domestic storage containers (A). The greatest break with the
eighteenth century was the production of colored glass. Ruby
glass, ranging from a light rose to a ruby red, was very rare in
the early part of the century (B is a light rose color). Around

18
1830 it became more popular with the English.
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Figure 13d. Sailmaker's needle from the Athens (1865)

The Athens was a sail-steamship of the Union Steamship
Company.lgAs the vessel had sails, equipment associated with
e sailmaker's trade was on board. dowever, as the Athens is
S.tuated in clcse proximity to other shipwreck sites of the same

Zlate (See Chapter 5, Figure 17) and earlier, the needle could

telong to another vessel.




figure 13e, Bellarmine bottles recovered from Table Bay during the
reclamation operations.

Bellarmines, Rhenish Stoneware bottle manufactured from

the late Sixteenth o the late eighteenth century, were Popular

Human ang semi-human faces ornamented the necks

these bottles, and one or mere armerial or pPseudo-armorial
medallions decorated the bedy.

The late sixteenth-century and

2arly seventeenth—century bottles had we_l-modelled human faces
~“ith long flowing beards and paterna’ SX4PreSsSiIns.  In the second
century, f

19} ™

Y, laces znd beards berame more

seriles cf ze-
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Simultaneously,

cecame a mors s oo

e T - s 6 d
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ted pear-shape
The twc Bellarmines “ecovered from
this description and can be associated with the

With the second quarter of the seventeenth century.
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Figure 13f. Porcelain from the Haarlem (1728).




Figure 13f. Porcelain from the Haarlem (1647) and

Haarlem (1728)

Chinese porcelain, shipped in large quantities by the vOC, was

made of a combination of kaolin clay and finely ground

feldspathic rock. 1Its unique high gloss dlaze was fused to the

f body and did not flake like its delftware imitations. Decoration

. 1s most commonly in underglaze bluye throughout the eighteenth

E century. Brown was also used, often as a surface wash covering

f the entire exterior of hemispherical tea bowls or with

: 21
fenameled reserves on larger bowls.

China brought up by dredgers or washed ashore in Table Bay

is usually described as being from the wreck of the Haarlem

(1647). However, since most of these ceramic sherds are from

f China's K'ang H'si period (1662), or from Japan, they might also

§ telong to any of the eighteenth-century voc fleets wrecked Table

£ary. Most of the good china specimens from the K'ang H'ai period

h 22
§ recovered from Table Bay are in the British Museum.




fgﬁi Figure 13g. Musket from the Captain Cook (1859)

Muskets, introduced in 1521, were the largest gun

fired by a single man. Some were as long as ten feet and weighed
cne hundred pounds. By 1600 they had decreased in average size
to around five feet in length. From 1700 onwards, the name
musket was used to describe any sort of firearm shot from the
s‘noulder.23 |

The flintlock was replaced by the percussion lock in the

This musket 1s just under four feet long and has the

(R 0]

[
o
7]

b e

and ©No. 3 1inscribed on the back of the butt.

t

[§1]
(t
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0]
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etters and numpers could ke an acrenym for the King's

bt

African Regiment, Third Regiment, because the Captain Cook was a
24
British troop-ship.
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The Excavation of the Nieuwe Rhoon (1776)

at the Cape Town Civic Centre.

In 1970, workmen building a Civic Centre on the

reclaimed foreshore, which extends approximately one kilometer

into Cape Town city, uncovered the remains of a shipwreck

site. The builders, supervised by Bob Lightly, a building

inspector and model-ship builder, exposed, photographed, and

| ; :§ recovered timbers and artifacts on the site. The surviving

' i»»; structure comprised parts of the lower hull on either side of
- g the keel. Photographs were taken of the sheathing, frames,

’ . ceiling, and keelson. A record of the excavation progress was

maintained by taking aerial photographs of exposed sections of

the site from the building scaffolding. Although no timbers

' ffié were preserved, these photographs are extant. Among the

artifacts found were a large variety of shot, and clay pipes
bearing factory marks that gave a date range for the wreck of
1730 to 1780. Other items included a pottery jar and
Kwangtung Chinese porcelain bowls.

Evidence from both the timbers and the artifacts

Suggests that this site is the Nieuwe Rhoon, built in 1764 and

<2st in 1776. This wreck was a relatively new vessel as
‘ndicated by the pine sheathing below the waterline which had
Sn.y7 been nailed once upon the underbody. Three or four

successlve sheathings were likely during a ship's lifetime.

Thie Nieuwe Rhoon was twelve years clé. The age of the wreck
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also pre-dates 1780 when copper sheathing began to come into

general use, first in naval vessels andg later in merchant

vessels.

The site is located close
to the eighteenth century jetty where the Nieuwe Rhoon was
beached.

As the present low watermark is approximately 4.3
meters below the ground level of the site,

h

the vessel must
ave beached in about 2.7 meters of water in the old Table Bay
anchorage.




Figure 14a3.
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CHAPTER ¢
THE GEOGRAPHICAL BACKGROUND:'THE CAPE COAST AND
THE MARINE ENVIRONMENT OF TABLE BAY
0 o]
Table Bay, located at 18 west latitude and 33 south

' longitude on the south-western Cape coastline, is associated

f_;fuith the cold, Benguela Current and high wave energy. The
iconfiguration of the Bay influences local sedimentary
éprocesses, which in turn affects shipwreck sites. An
1?understanding of these natural transformation processes is

& gimportant in planning underwater archaeology projects in
& -:vle Bay.
b (I) CURRENTS

The Benguela Current flows northerly past the

southwest and the west coast of Africa resulting in extensive
o

;cold areas, with surface temperatures between 10
t; " Q
"“yand 14 Celsius (see Appendix E for conversion) from the

'iCape Peninsula as far north as Angola. These cold areas are

iﬁbrought to the surface under the influence of southeasterly
7ZWinds which are sub-Antarctic in origin and blow predominantly
;in summer. All waters of the Benguela Current are rich in

. . 1
F DUtrients and associated with high marine productivity.

Close to the shore this current system is characterized
Presing cocastal winds which occasionally cause current
These currents have an average speed of two

f <i_ometers per hour, and play a major role in coastal shaping

Frocesses, namely erosion and accretion. Wave-induced
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i  §currents are also typical of the southwestern Cape coastline

“ﬁand play a major role in coast shaping. Maximum wave

gconditions (up to five meters in height) are formed by the

® effects of the Southeastern gale winds blowing in the same

’ “;direction as local storm waves: when both moving shorewards

; B towards the west. Coincidence of these conditions with spring
L] 2

B cides result in extensive modification of beaches.
t ;-
b (II) WAVES

| 5 ; The waves along the Cape coast are generated either by

¢ local winds and storms or Dy distant storm centers in the high

i southern latitudes. The predominant local winds in the Cape

are the south to southeast summer winds, alternated by the

northwest winds in the winter months. Waves generated along

this coastline tend to be choppy. The kelp beds have a

l profound effect on Coastal stability. Sub-tidal rock

f Platforms also contribute substantially to the dissipation of
i 3

b wave energy.

' (III) TABLE BAY

; which cause wave difraction and

V‘>efraCtion. ‘These two headlands are Separated by a long

Robben Island, an African Alcatraz, lies approximately

L Kilometers cffshore from Bloubergstrand and is often
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This coastal configuration influences local fluvial processes

as follows:

Approaching Ssouth-westerly swells are refracted
and difracted by the rocky prominence at Mouille
Point so that wave energy 1s much weaker in this
region, allowing fine sediment to collect here.
North of a line drawn tangenital to Mouille Point,
coarser sediment will collect here as the waves

are only refracted in this area and are therefore
not as powerful.4

Accumulation of sediment off Milnerton Beach is
attributed to being an area of active coastal erosion
caused either by a change in the shape of the headland as a
result of the construction of Table Bay Harbour or by the
interaction between the slight northward littoral drift and a
southerly circulating current. Fine sediment accumulates in
the region of Green Point ridge across the Bay entrance and
mixXes nearby with coarser relict sediment.5 The discharges of
the Diep and the Salt Rivers into the Bay also generate
sediment processes. Many changes have taken place due to the
development of Table Bay Harbour, as well as the migration of
river mouths. Most obvious is the silting up of the tidal
lagoon, Rietvlei, Creating a large dry rpan. There is still a

small body of permanent water in the pan created by the

eéxcavation of material for the building of Table Bay Harbour
6
'n 13970,

-

s

Early maps, especially Barbier's {1786),indicate that
aithough the Salt River regime flows similarly today, during
the seventeenth century the mouth was at least three

kilometers downstream of the present Salt River mouth. The
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existence of a paleo-river channel midway between the
Milnerton lighthouse and Bloubergstrand indicates that the .
river discharged there as well and may have moved up and down
the coastline during the Holocene (10,000 BP onwards).7
Sediment would then have collected in the area of discharge
! {‘% as is visually obvious from present-day aerial photographs
] of the Diep River (Figure 20, Chap.5).
[ | éy Detailed information about the river system itself is
u provided by Fanshawes'map of the Salt River (1806). This plan
suggests that the river was only fordable above Vissershoek,
which implies that the river was a lot deeper and possibly
navigable during the nineteenth century (Figure 16). Thus,

only the Table Bay coastline and the river systems appear to

have changed considerably through time.

‘ [ . (IV) THE EFFECT OF THE MARINE ENVIRONMENT ON SHIPWRECK SITES

(1) Sites in the low-energy area from Mouille Point to

the mouth are likely to be buried under more sediment than
those in the higher energy area of Bloubergstrand and
Milnerton. Buried sites are not likely to be located using
visual search methods such as tow boarding or swim searches.
Magnetometers and metal detectors would be more useful and
dredging equipment would probably be necessary as well.

(2)  The exposure of shipwreck sites in Table Bay is
affected by prevailing sea and wind conditions. For example, a
-1ght southeasterly wind will flatten seas and subsequently

dissipate wave energy. This would allow sediment to
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accumulate on the Site, especially after a few days of flat
sea conditiong. TQe nerthwest wind accompanied by high wave
energy would expose sites. These conditions are substantiated
by personal observations diving in the area directlykafter a
northwest gale and after a long spell of southeasterly

winds. An "experienced wreck dredger" in Table Bay during the

nineteenth century commented,

The sand accumulates in the south easters but
is taken by the north westers. Sometimes
our moorings which are in fifteen foot of
of water are buried by the sands. This
has been the case for the last twenty years
to my knowledge...There are some old
Dutch wrecks lying near the Salt River in
twenty foot of water. Sometimes I could
see these wrecks for months, then I lost
them altogether.s8

(3) Different silting effects would occur in the
in the Mouille Point/Salt River area to the
Bloubergstrand/Milnerton area due to the configuration of
Table Bay. The same wreck dredger commented:

I have often found silting up on the north
side of the wrecks from Mouille Point

to the Salt River; the position of the Bay

then changes and the silting up occurs on the
other side.9

This suggests that there is likel? to be better
preservation of wrecks on the side that silting occurs.

(4) 1In the Blouberg area the high wave energy generated

{3} As the Benguela Current is associated with a high

~evel of marine life and productivity, it might be worthwhile
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to investigate the effect of this high potential for marine

growth as a destructive factor affecting the longevity of a

wrecksite.

(6) The location of river mouths during the seventeenth
century is important for determining the locations of vessels
reported to have been wrecked there.

(7) If the Diep River were navigable during the
seventeenth -and eighteenth centuries, vessels or sampans
(skiffs) may have sailed thirteen kilometers upstream to
purchase farm produce or salt. The mouths of these rivers
would also be a popular anchorage and possible concentration
area for shipwrecks.

(8) The Rietvlei, known to be an area teeming with
wildlife, and the adjacent coastline could have frequently
been used as an anchorage.

(9) Wrecks near the Salt River mouths may have been
covered, buried, and protected by the sediment discharged by
the river.

(10) Wreckage from the Salt River mouth may also have
been washed out by the discharge and deposited systematically
2y the same fluvial processes which create sediment
distributions. TFor example, lighter materials would have been
carried further out to sea, heavier objects would have settled
zloser to the site of the wrecking.

Local weather and sea conditions, present-day sediment

Processes, and historical coastline changes are site

transformation processes which must be considered for survey
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planning in the vicinity of Cape Town. These factors are

essential for determining an optimal time to conduct project

operations, to choose the most appropriate equipment and

survey strategy, and to estimate the probable location of

shipwrecks. A comprehensively planned survey will, in turn,

save time and costs.
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CHAPTER 5

FIELDWORK

Surveys in and near the Table Bay project area have been
conducted by the Geosciences Department at the University of
Cape Town, the South African Institute of Maritime Technology,
the South African Historical Shipwreck Society, and commercial
salvage companies. Data from these past surveys was compiled.
A magnetometer survey was undertaken in Table Bay and the

cannon and anchors on the site of the Huis de Crayenstein

(1698) were recorded and mapped.

(I) PREVIOUS SURVEYS IN THE VICINITY OF THE PROJECT AREA

The Sealit Syndicate, a commercial salvage company,
currently has a permit issued by the South African National
Monuments Council to survey and recover artifacts from
historical wreck sites in Table;Bay.l Information obtained
from these projects included the approximate positions of some
of the sites and local conditions which were likely to affect
magnetometer readings. An EG and G Company magnetometer was
used for the purposes of their project. This magnetometer had
five modes §f sensitivity to eliminate most background
disturbances. It also recorded and displayed readings on a
magnetic strip in a continuous manner which is an easy
format to follow. Over the last two years, the syndicate *
-ocated approximately twenty-one sites in the nearshore area

oetween Bloubergstrand and Table Bay. Most of these sites

date to the nineteenth and twentieth centuries. In 1982,




73

graduate students from the Geosciences Department at
University of Cape Town conducted a side scan sonar survey of
Table Bay in order to collect data on sediment distributions.
Approximately 245 kilometers (Appendix E for conversion)
of side scan sonar were run using a Klein Hydroscan (Model 422
101 AF, 100 KHZ fish, a 1 beam-angle with 200 meter/channel
coverage and a dual-channel 2 521,521T recorder, with 19-inch
wet paper). While this work did not include the nearshore
area, the data provided insight into the potential effect of
transformation processes on sites in the project area.
Furthermore, the graduate students located a shipwreck site
1.4 kilometers directly north of the Table Bay breakwater
(Figure 18). This work indicates that a side scan sonar
survey might provide useful data about wrecks in the nearshore
zone. |

In 1984, the South African Historical Shipwreck Society
conducted a survey of Granger Bay where developers were
pPlanning to build a small boat harbor (Figure 17). Remote
sensing equipment was not available to the society, and
extenéive swim searches and hand-held metal detectors were
employed. Five sites were mapped and identified. 1In
addition, divers who pPreviously donated artifacts from this
area to the South African Cultural History Museum wer'e
approached for information and maps. Oral testimonies og

several divers were compared and analyzed for accuracy.

Attempts were made to gain access to the Table Bay




By PETER FABRICIUS
Weekend Argus Reporter
SOME of South Africa’s richest
shipwreck treasures are being
saved lor posterily through the
makeshill efforts of a3 group of
amateur Cape Town divers us-
ing ropes and knitling needles
for tape measures, plastic bot-
tles for buoys, their own boats.
petrol. cameras and diving

equipment.
The dedicated divers of the
; SA Historical Shipwreck Soci-

ety are working against the
clock in their spare time to
map and record the many
wreeks in Granger Bay before
they are destroved by the
planned small-craft harbour
there,

Historically, Granger Bay is
one of the richeskship cemeter.
ies ip Lthe worid. At least 22
ships lie along a few Xilo-
metres o coastine.

“South Africa is one of the
lew countries lacking facilities

for maritime archaeology and
research,” says Lynn Hugo-Ni-
chols, secretary of the society.

“It is the responsibility of the
country to ook after its cultur.
al beritage and we feel that
this is an important part of it.”

In spite of a complete lack of
outside funds,the sociely’s
divers are successfully under-
taking a proper martime ar.
chaeological “dig”.

Granger Bay owes its grim
stalus Lo its proximity to Table

Divers race against time at Granger Bay

Bay harbour and ils position in
the path of ships driven by the
notorious north-westerly gales.
Many of its wrecks date (rom
two of the worst gales. in 1857
and 1865,

The divers are using alt
available time to map, identify
and research the wrecks. They
are hampered by poor visibility
because of 2 sewage outle(,
rough water, poor weather -
and time
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Survey Report of the South African Institute of Maritime
Technology. This material was restricted for military

security reasons, and therefore not available for this

research.

(II) FIELDWORK 1987: A MAGNETOMETER SURVEY.

In November and December 1987, a Preliminary
magnetometer survey was undertaken in Table Bay with the
objective of locating and identifying seventeenth- and
eighteenth- century vessels. Two months were originally
allocated to Survey operations, but weather conditions, and
the availability of a boat and diving crew limited the survey
to a ten-day period. As the Survey area constituted a
nearshore surf zone, sea conditions had to be almost ideal for

the operation and protection of expensive supporting

&

equipment.

Good weather conditions could be anticipated after a few
days of south-easterly wind. A north-westerly wind or a gale
force south-easterly, the latter prevalent at this time of the
year, would create adverse conditions. Wind starts blowing
more strongly around 11 am, and early mornings were more
favorable for survey operations. Ideally this survey should
nave been conducted from January to March; due to
circumstances related to the course-work curriculum of East
-arolina University this could not be organized.

On days when it was not calm enough to use the

magnetometer, diving operations such as swim searches and

"
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| underwater Mapping on the Huis de Crayenstein could still be

E carried out. 3 week was devoted to these operations. Inp

time was Spent pPlotting buoys marking sites. When

theavy Seas were not daunting, beach walks wWere organized in

l che hope of finding wreckage that washed ashore.

(III) EQUIPMENT

targets.

v:operational. This may have been a limitation in detecting

Unfortunately, no tracking and Positioning equipment

} were available for the duration of the Project. Sistema, a

commercial marine geophysical company generously offered the

} Use of their sophisticated Positioning equipment for

| three specific days, but inclement weather forced the

arrangement to be canceled. Thus, approximate Positions of

T -
=3 DR

"ﬂsites were plotted using compass bearings andg landmarks. The

and a boat - a twenty-£four foot fibergiass satamaran

135 hp. engines. Although the catamaran was more

7 .- .

IMmer has a tendency to capsize when maneuvering in a

“irection other than broadsides to the surf or swell. As a
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result, some anomalies could have been missed by the
magnetometer if wrecks were lying. at right angles to
the direction in which the survey vessel was traveling and the

sensor was towed over a neutral area rather than one of the

poles at the extremities.

(IV) METHODS

Prints of 1:30,000 aerial photographs depicting the area
from Table Bay Habour to Bloubergstran