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Member Contributions 
Welcome! 

We want to include you in fu
ture issues of the INA Newsletter. 

Do you have an experience you 
would like to share with INA 
members? A trip? A photograph? 
A museum or site you've been to? 
A news item? A book you've 
read? A conference you've at
tended? A suggestion? 

We're interested in what you 
have to say and contribute. Send 
submissions and queries to: 

Editor 
INA Newsletter 
P.O. Drawer HG 

College Station, TX 77841-5137 

Written submissions should be 
limited to 1,000 words and are 
subject to approval and editing. 
Please clearly mark everything 
with your name and address so 
wecanreturnittoyou. Wecannot 
be responsible for items lost by the 
postal system, so please do not 
send original illustrations or 
photographs. Detailed format in
formation available upon request. 

Please note in our last issue 
(March 1989, 16/1), the photo of 
George Bass (page 3) should be 
credited to Sisse Brimberg, copyright 
National Geographic Society. We 
apologize for the oversight. 

Editors: Cheryl Haldane and Diana Thornton 
The INA Newsletter is published quarterly. 
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Steffy Receives Yantini Professorship 

Dr. Daniel Fallon. Deam oJTexas A&M's College oj Uberal Arts. congratulates J. Richard Steffy on 
his new position as holder oj the Sara W. and George O. Yamini Endowed ProJessorship. (photo: 
Robert Vincent) 

Professor J. Richard Steffy was 
recently named as the first holder of the 
Sara W. and George O. Yamini En
dowed Professorship in the College of 
Liberal Arts at Texas A&M University. 
This is an auspicious occasion as it 
marks a first for the Institute: the first 
Endowed Professorship created 
through the generosity of an INA Direc
tor. 

Mr. and Mrs. Yamini's support for 
INA dates to 1983. Their interest in the 
Institute prompted them to visit the 
Bodrum Museum of Underwater Ar
chaeology and the excavation at Ulu 
Burun in Turkey during 1986. In addi
tion, George serves on INA's Executive 
Committee where his insights and 
guidance have been invaluable accord
ing to INA President Robert Vincent. 
The Yamini family, which includes 
daughter Sally, is known for its tradi
tional graciousness and hospitality, 
marks of civility in our changing times. 

Dick Steffy, recognized by his peers 
as the world's preeminent ship 
reconstructor, is well-known to us all. 
His commitment to nautical archaeol
ogy and the Institute began during the 
Kyrenia ship excavation and 
reconstruction. He sold his successful 
electrical contracting business and 
moved with his young family to Cyprus 
to head the reconstruction team. 
Despite the loss of his home and nearly 
all the family goods in the 
Cypriot/Turkish conflict of 1974, Dick 
stayed with the fledgling Institute of 
Nautical Archaeology and became one 
of its first staff members. 

Confirmation of his stature as a 
respected scholar was the award of the 
Catherine T. and John D. MacArthur 
Foundation Fellowship in 1985. These 
fellowships, which carry no obligation, 
are given to only a select few who 
epitomize the best their fields have to 
offer. 
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Dick Steffy has been instructing stu
dents at Texas A&M University for 13 
years, and it is a mark of his personal 
stature that students are always wel
come in his office. In addition to his 
teaching and research duties, he is com
pleting a book about ancient ship con
struction and writing final reports on 
the Kyrenia and Serce Lirnani hulls. 

Dr. Daniel Fallon, Dean of the Col
lege of Liberal Arts, congratulated 
Professor Steffy on his new position and 
showed him the site in the academic 
rotunda where a plaque bearing the 
Yaminis' name will be placed. Steffy 
commented, ''This is a pleasant surprise 
and a great honor, and I am grateful to 
those whose efforts made this recogni
tion of my work possible. I consider it a 
challenge to expand my research and 
further my role in continuing develop
ment of INA and the Nautical Archaeol
ogy Program at Texas A&M." 
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A Roman Merchant Ship at 
Caesarea Maritima, Israel 
by Mike Fitzgerald 

Mike Ft~erald has been part of the Nautical Archaeology 
graduate program at Texas A&M since 1984. In addltfon to his 
work at Caesarea, he has worked as a volunteer in the Bodrum 
Museum of Underwater Archaeology and on the Ulu Burun Late 
Bronze Age Wreck excavation. 

HAIFi. r' . , 
CAESAREN· 

I . 
TEL AVI' • 

EGYPT 

Herod the Great, king of Judea, built the Roman port of Caesarea Maritima 
between 22 and lOB. C. In addition to being the largest commercial harbor 
in the Mediterranean, it was the first Roman harbor of its size built out into 
the open sea. (Map: Mike Fi~erald) 
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Between 22 and 10 B.C., Herod the Great, 
Augustus' client king of Judea, built the city and 
harbor of Caesarea Maritima. Herod intended that 
the city glorify his own name, demonstrate his loyal
ty to Caesar, serve as the principal avenue of cultural 
and economic exchange with the Roman west, and 
thus challenge Alexandria as the preeminent 
seaport in the eastern Mediterranean. The harbor 
itself was called Sebastos, the Greek equivalent of the 
title Augustus, and is described in appreciable detail 
by the first-century A.D. historian Flavius Josephus 
(The Jewish War 1.408-414; Jewish Antiquities 15.331-
341). One of the earliest Roman harbors of such 
dimensions built out into the open sea, Sebastos was 
said to equal in size the commercial port at the 
Piraeus. Unfortunately, the great breakwaters con
structed under the eyes of Herod's engineers, who 
were probably Roman, rested seaward of a fault line 
just offshore. Perhaps even by the second century 
A.D. subsidence had begun, and repairs necessary 
at least by the late fifth century were undertaken by 
Byzantine emperor Anastasius I some time after 502. 
Caesarea appears to have enjoyed an important 
position in the eastern Mediterranean until it fell to 
the Arabs about 640, but declined in prominence 
thereafter. Upon its restoration to Christendom by 
the Crusaders, the complex was maintained only as 
a small military outpost. 

Situated on the Levantine coast between Haifa 
and Tel Aviv, the now-submerged harbor structures 
rest a short distance south of the wreck of a large 
Roman merchant ship. The wreck was discovered 
in 1976 by Professor Avner Raban of the Center for 
Maritime Studies at the University of Haifa, who 
tentatively dated it to the first century B.C. or A.D. 
No plans were made to excavate the site immedi
ately, but in 1979, Raban, Professor Robert 



The huU remains are extens~the ship was at least 34 meters and perhaps as much as 45 meters long. Timbers are massive, and 
fastened together by woodworking techniques standard in theftrst century A.D. (photo: Mark little) 
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Hohlfelder of the University of Colorado, Professor John 
Oleson of the University of Victoria, British Columbia, and 
Professor Lindley Vann of the University of Maryland or
ganized the Caesarea Ancient Harbour Excavation Project 
(CAHEP). Robert Stieglitz and Rutgers University joined the 
expedition in 1986. Endorsed by the American Schools of 
Oriental Research and the Israeli Department of Antiquities, 
CAHEP's purpose was to document properly, for the first time, 
the remains of Herod's magnificent engineering feat. The first 
CAHEP season was in 1980; initial excavation of the wreck 
occurred in 1983. 

As a student in the Nautical Archaeology program at Texas 
A&M and CAHEP staff member, I received permission from 
Professor Raban to study the ship's hull and equipment for my 
M.A. thesis. Work on artifacts and hull fragments began in the 
summer of 1987; because of stormy seas, excavations in 1986 
and 1988 logged just 16 days. 

Those stormy seas, coupled with the shallowness of the site 
and the heavy overburden of sand on the wreck, made excep
tional demands upon our energy and patience. The hull 
remains lie parallel to the current shoreline some 50 m distant, 
in less than 3.5 m of water. The meter of sand that normally 
covers the timbers is routinely removed and deposited as the 
Levantine coastal sands shift with the currents and waves like 
underwater dunes. The waves dictated our work days to us. 
Because the pump that powered our induction dredge had to 
be mounted on a Zodiac inflatable boat and moored over the 
wreck, waters had to be calm for excavation. Every day we 
faced the same question-would the sea be flat? More often 
than not, it wasn't. When we were able to work, some days it 

INA Newsletter, Vol. 16, No.2 6 

..... \ 
This lead box may have been 
part oj a bUge pump system. 
Other evidence oj a pump 
system includes gaps 
betweenfloor timbers, 
watercourses, and a rope 
running Jrom one end oj the 
ship to the other. (Photo: 
Mark Uttle) 

was for as little as one hour; other days, for as much as six. The 
surge often swept us to and fro over the timbers, and recording 
and drawing was not easily accomplished. After we opened a 
trench, we placed sandbags around the hull in an attempt to 
stem the constant influx of sand. 

The hull remains presently consist of one side of the bottom 
of a heavy merchantman. No keel or maststep has yet been 
discovered, but the turn ofthe bilge commences at the east edge 
of the site. A minimum length of 34 m was indicated by 
excavation and air-jet probes, which is consistent with the 
heavy construction we found. A single layer of pine planks 
9-9.4 cm thick, apparently sheathed in lead, underlay heavy 
pine frames disposed in typical Graeco-Roman fashion: floor 
timbers and separate futtocks alternating with half frames. The 
frames are set an average of 7 cm apart; molded dimensions 
average 15 cm, with average sided dimensions of 18 cm. Cen
ter-to-center spacing thus averages 25 cm. Half-frames are 
molded much more at the turn of the bilge, as are floor timbers 
at the west or keel edge. 

The planks are of a thickness typical of large Graeco-Roman 
ships as is the mortise-and-tenon joinery. Mortises are spaced 
13-14 cm apart center-to-center, and measure nearly 1 cm thick 
and 7-9 cm wide at the plank edges. They are staggered across 
the thickness of the planks, so the tapered live oak tenon pegs 
are driven from the plank face to which the oak tenons are 
.dosest. Along the keel edge are some curious fastenings 
colored a beautiful bright purple. These large copper alloy 
nails with shafts 1.8 cm in diameter at the head are evident in 
the broken extremities of two floor timbers, and probably 
helped secure a second layer of planking some 5 cm thick. 



This pine cone, concreted 
between twoJrames, may have 
providedJreshpine rwts to the 
ship's crew or may simply have 
been a bit oj dlUlIlage. The 
Romans also shipped pine cones 
to temple sitesJor use as 
incense. (Photo: Mark Uttle) 

Similar fastenings occur in a number of frame tops, but ap
pear to be associated with the fastening stringers. One was 
discovered 93 cm from the keel edge; it protruded 8 cm above 
the frame top, and was slightly bent toward shore. The head of 
another near the turn of the bilge lies flush against the outer face 
of the single planking layer. Therefore, if a second layer of 
planks was used near the keel, it did not reach the turn of the 
bilge. 

Frames are fastened to the planking with hard wood treenails 
2-2.5 cm in diameter, as is the case for the majority of Craeco
Roman wrecks. Occasionally bronze nails are driven through 
the Caesarea treenails, but the nails do not pass completely 
through the frames. On most Craeco-Roman ships such nails are 
driven through softwood treenails; we do not yet know if this is 
true for the Caesarea vessel. The most interesting aspect of the 
Caesarea frames is the unique disposition of the floor timbers 
and their futtocks. The gaps between these frame components 
are aligned in a row down the length of the hull. Moreover, the 
gaps correspond to watercourses cut into the half-frames placed 
between each set of floor timbers and futtocks. A rope found 
within a number of watercourses extended from one end of the 
ship to the other. Unfortunate sailors consigned to bilge duty 
would have pulled back and forth on the rope to maintain the 
free passage of bilge water to the ship's bilge pump. 

Part of such a pump system might be evidenced by a lead box 
with one pipe still attached at a lower corner. Two other holes 
suggest the box had one input pipe and two outlets. The capacity 
of the box is about 9 liters, and the pipe is ca. 5 cm in diameter 
over a preserved length of 25 cm. A soldered seam is clearly 
evident in the pipe, butt his is notthe case with the box; it displays 

no seams and might not have had a top. TheCaesarea box is best 
explained as a bilge pump catch basin that collected bilge water 
and conducted it off the ship although it is small in comparison 
to similar boxes found on other Roman wrecks. 

Large quantities of rope have been observed on the site. Two 
different ropes were uncovered in 1986, both made of three 
strands laid left. One is 5 cm in diameter and the other is 
flattened in section, measuring 4.5 x 2 cm. The latter, probably 
like the former, was made from material identified as esparto 
grass. Prized in antiquity for its exceptional resistance to rot, 
most cordage reported from ancient shipwrecks was fashioned 
from this grass. It was not cultivated but grew wild in southeast 
Spain and northern Africa, as it does today. It is interesting to 
note that of the ancient cordage I have found in the literature, 
Craeco-Roman ropes with diameters greater than about 1.5 cm 
are almost always of three strands laid left. 

Another notable artifact of organic nature was discovered in 
1986. A pine cone of the Italian or Stone pine (Pinus pinea) was 
found concreted firmly between two frames. Its identification 
raises the possibility that it represents food stuffs carried aboard 
ship, as the tree was cultivated in antiquity, as today, for its 
e.dible nuts. Equally, however, the cone might simply have 
clung to a pine bough used for dunnage in the hold. 

A beautifully preserved gaming die of bone or ivory was 
retrieved from the east edge of the wreck in 1986. An imperfect 
cube, with average dimensions of 1.27 x 1.36 x 1.47 cm, features 
a dot within two concentric circles. Markings on opposing faces 
always equal the number 7, as on modern dice. This was not 
always true of ancient dice, however, so neither the antiquity of 
the piece nor its association with the ship is assured. On the other 



This ancient gaming die carvedjrom bone or ivory is nearly identical 
to some discovered at thejirst·century A.D. hUljor/ress ojGamla, on 
the Golan. (photo: Mark Little) 

hand, almost identical dice have been discovered at the first-cen
tury A.D. hill fortress of Gamla, on the Golan. 

Pottery is plentiful on the wreck site, though assessment of its 
significance is problematic. Among the pieces of mortaria, am
phoras, and dolia, which date to an earlier period, are huge 
amounts of Byzantine coarseware fragments. This mixture is 
reason for consideration when attempting to date the ship or the 
wrecking event. Because of the wreck's proximity to the 
shoreline and to the harbor a short distance to the south, artifacts 
found on the site could have been swept in by the sea, and are 
not necessarily associated with the ship. 

Conclusions 
For this reason part of my thesis research has been directed 

toward dating the construction of the ship itself relying solely on 
carpentry details. The evidence is sparse but consistent with 
some of the artifacts found on the site. Lead sheathing on 
seagoing Graeco-Roman ships passed out of use during the first 
century A.D., to the best of our knowledge, while the practice of 
driving nails through treenails has been found on only one 
seagoing Roman ship dated later than the first century B.c. 
These two factors suggest the Caesarea ship probably was not 
built after the first century A.D. This agrees with radiocarbon 
analyses of frame and planking samples that indicate the wood 
was felled no later than the mid-first century A.D. Coincidental
ly, all wreck sites that have yielded lead boxes date to the first 
centuries B.C. and A.D. Further, if the dolia fragments on the 
site are indeed associated with the ship, this would confirm our 
notion of a first-century A.D. wreck. Dolia were large containers 
used to hold bulk quantities of wine, olive oil and other com
modities, and are unknown on seagoing ships before the later 
first century B.c. Most commonly they are found on wrecks of 
the following century. Finally, there is only a random chance 
that the ship wrecked where it did before Caesarea and Sebastos 
were built. As there was no other large harbor on this portion of 
the Levantine coast at the time, this large vessel probably was 
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associated with the city and harbor when it perished-after 22 
B.c. 

So, how large a ship was it? With no keel and no established 
midship frame, we can only estimate minimum dimensions. 
Extant frames span a maximum of some 3.5 m; projections of 
their profiles suggest a minimum beam of ca. 9 m for the known 
segment of the hull. A minimum length of 34 m was established 
in 1983. Forty meters is appropriate, according to comparative 
material and basic principles of naval architecture. The timbers 
are massive enough for the ship to have been even larger, per
haps 45 x 10 m or more. Until more information is acquired, a 
rather flat-bottomed ship of some 40 x 9 m is an acceptable 
estimate. 

Thus, even with our scant evidence, images of the ship and 
daily life on board emerge: In some secluded nook of the spa
cious deck crowded with gear and cargo, sailors rolled the dice 
during off hours, perhaps munching on warm pine nuts freshly 
extracted from their cones and guzzling wine pilfered from the 
dolia stowed in the hold. 

The unique aspects of this wreck provide new clues to the 
nature of big Graeco-Roman ships, and make it significant to the 
history of Graeco-Roman shipbuilding in general. For example, 
I have found only five seagoing ships, including the one at 
Caesarea, built with softwood planks and frames before the 
Byzantine period. Standard practice relied upon hardwood 
frames and softwood planks. The Caesarea ship is the largest 
known of such vessels, and the only one to have measured more 
than 30 m in length. 

Even more interesting is the alignment of the gaps separating 
the floor timbers and futtocks, which is paralleled on no other 
Graeco-Roman wreck I have studied. This would seem to create 
a line of weakness along the hull, and the reasoning behind it is 
still a mystery. In any case the configuration must attest to the 
effective support given to the planking shell by the frames. Their 
great size and close spacing, in concert with the planking joinery, 
permitted the gaps to be aligned. 



A model oJ the Caesarea ship was developed using 
data acqulredJrom extant ship timbers. 

Another unique and significant aspect of the hull is the way 
at least some stringers seem to have been bound to the hull. If 
the planking, frames, and stringers were commonly fastened 
together, this too is unparalleled in other Graeco-Roman ships. 
Such emphasis on the fastening of stringers suggests notable 
difficulties in maintaining adequate longitudinal integrity in big 
hulls. 

In sum, frame dimensions, spacing, and planking thickness, 
in addition to evidence of a second layer of planking near the 
keel and commonly fastened planks, frames, and stringers, make 
the Caesarea ship the heaviest seagoing Graeco-Roman vessel 
known to date. This wreck urges us to recognize that structural 
problems in large mortise-and-tenon-built ships were quite dif
ferent from those in small ones. The future study of this and 
other large ships holds the promise of more surprises. 
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Member Contribution 

Robert Gleason of Olympia, Washington, has been an 
INA member since 1984. His interest in nautical history 
and model building led him to volunteer as a shipwright's 
helper for the replica Lady Washington. For more infor
mation about the project, contact Grays Harbor Historical 
Seaport, p.o. Box 2019, Aberdeen, WA 98520. 

Building the New 
Lady Washington Plwto: Brandon Ford 

A Replica of an Early American Trading Ship 

by Robert C. Gleason 
A shipwright's slick was the first tool thrust into my hands 

when I volunteered to help at the Aberdeen shipyard. The slick, 
a huge chisel with a half-meter wooden handle used for beveling 
timbers and shaving off plugs, would have been perfectly 
familiar to an 18th-century shi pwright building the original Lady 
Washington in the late 1700s. The new Lady Washington was 
being built in a large metal building on the banks of the Wishkah 
river in downtown Aberdeen, Washington. Luckily, my wood
working experience and a knowledge of shipbuilding practice 
from reading and model building kept me from getting lost amid 
the profusion of tools, timbers, spars, rigging and ironwork 
which completely filled the shipyard area. As it was, it took 
some time to make sense out of the noise and confusion around 
me. The banging of hammers, whine of power tools, clang of 
caulking irons and shouts of shipwrights were constant and 
nearly deafening. Completely encased in scaffolds and shoring, 
her unlaid decks cluttered with tools and materials, the Lady 
Washington looked less like a ship than a huge wooden anthill, 
constantly devouring timbers of all shapes and sizes. Only as 
the time for launching approached and the clutter was removed 
did her study lines and stout construction become apparent. 
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The Grays Harbor Historical Seaport 
Building the Lady Washington is the first step in a project 

started by a group of local citizens, the Tall Ships Restoration 
Society. Their goals are to create a historic seaport and to build 
two tall ships. The Aberdeen city government made the opera
tion an official agency under the name Grays Harbor Historical 
Seaport. The Lady Washington cost $1.5 million to build, and the 
second ship, Columbia Rediviva, will cost $2.5 million. In addition 
to the ships, a complex of facilities, including a maritime 
museum, shipyard, and seaportvi11age, is planned for Aberdeen. 
The project is being supported by city and state funding and 
private subscription, and volunteers have contributed 
thousands of hours. 

The Grays Harbor Historic Seaport will be a first-class visitor 
attraction in the Pacific Northwest. The seaport's vessels will be 
active sailing ships as well as educational resources. While one 
ship remains in port for visitors, the other will serve as a sail 
training vessel, good wi11 ambassador and a representative of the 
State of Washington in taU ship parades. The shipyard wi11 be 
the only one on the West Coast building and repairing historic 
wooden ships. 

10 



History of the Ships 
In October of 1787 the ship Columbia 

Rediviva, Captain John Kendrick, and sloop 
Lady Washington, Captain Robert Gray, set 
sail from Boston for the pacific Northwest. 
The three year voyage, financed by a group 
of Boston merchants for $49,000, was to trade 
with Northwest natives for sea otter pelts. 
These furs were then sold in China for tea to 
be brought back to Boston. The single
masted Lady Washington of about 90 tons bur
den was to act as a tender to the 230-ton 
Columbia, collecting furs from outlying vil
lages for the larger ship. 

During a stormy voyage around Cape 
Horn the ships became separated. Captain 
Gray arrived first at Nootka Sound on Van
couver Island. After collecting the furs, the 
two captains then exchanged ships. Captain 
Kendrick sailed the Lady Washington to 
Macao where he had her rerigged as a brig. Under Kendrick's 
command, the Lady Washington logged eight years of trading 
between the Chinese ports of Macao and Canton and the 
Northwest coast. She also became the first ship flying the 
American flag to visit Japan. The Lady Washington, named for 
the wife of America's first president, was lost at sea off the China 
coast in the early 1800s. 

In 1792 Captain Gray returned to the Pacific Northwest in the 
Columbia Rediviva where he discovered Grays Harbor, now 
named after him, and the Columbia River, which he named after 
his ship. After trading for furs, Gray sailed for China and then 
Boston, the Columbia Rediviva becoming the first American ship 
to circumnavigate the globe. Gray's discoveries helped America 
to establish claim to the territory which is now the states of 
Oregon and Washington. 

The Lady Washington Replica 
The new Lady Washington was designed by the team of Ray 

Wallace, Richard Miles and Stephen Johnson. Wallace, the 
project architect, is a naval architect and sail training master from 
San Pedro, California. Miles, the lead shipwright, formerly 
owned a shipyard in California where he built four replicas of 
historic ships, including the California State ship Californian. 
Johnson, lead rigger, learned his trade by working in old-time 
European shipyards. 

The original Lady Washington was a typical small trading 
vessel built of oak in the late 1700s. No plans of her have been 
found, and her logs were lost with her in the China Sea. The 
reconstruction is based partly on two drawings of her by Robert 
Haswell, third officer aboard the Columbia Rediviva. Written 
information was taken from his journals and other contem
porary records, and construction details were planned to con
form as much as possible to colonial shipbuilding practices. 

The new Lady Washington is as close to the original as histori
cal records and Coast Guard regulations allow. Built almost 
entirely of old growth Douglas fir, she is 21 meters on deck, 6.7 
meters in beam and will displace about 170 tons loaded. She 

carries an auxiliary engine in addition to 413 square meters of 
sail on two masts. Launched March 7,1989, she is making her 
maiden voyage to Puget Sound ports during May and June. 

The original Columbia Rediviva was built by James Briggs at 
Scituate, Massachusetts in 1773. She was a full-rigged ship 27.6 
meters on deck and 7.5 meters in beam. Work on the replica will 
begin at the Aberdeen shipyard this year and is scheduled to be 
completed in 1991. 

The Future of Grays Harbor 
The goal of the Seaport project is to provide a center for 

historical maritime activities which will stress the Northwest's 
maritime heritage. Educational activities are a vital part of the 
Seaport plan. These activities will preserve traditional 
knowledge and skills for future generations through the ships 
and their sail training activities, a working shipyard, the seaport 
museum and village displays and an active program of special 
maritime events. In the words of shipwright Richard Miles: 

Grays Harbor will be the only harbor in the nation, and 
possibly the world, where tall ships set sail regularly for points 
worldwide and lofty masts grace the waterfront which made 
this lumber port the greatest in the world .... We can make Grays 
harbor unique in the world, the port where tall ships repair, 
expeditions set sail and the adventures of a lifetime begin. 

As the work on the replica Lady Washington proceeded, I came 
to appreciate the complexity of building a large wooden ship and 
the skill and craftsmanshi p of the shipwrights and riggers I work 
with. Although modern power tools are used where pOSSible, 
much of the work must be done with traditional hand tools like 
the adz, plane and chisel. A colonial shipwright would feel right 
at home with much of what we do, although we use fir instead 
of oak. In addition to the fascinating work of replica building, 
the dedication and enthusiasm of the shipyard staff and volun
teers is impressive. I eagerly look forward to my weekly trip to 
the Aberdeen shipyard. 
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In The Shadow Of Monte Cristi 
Text and Illustrations by Jerome Hall 

The shipwrecks of the Dominican Republic have provided 
cultural information relevant not only to the nation itself, but to 
all who would better understand the colonization of the 
Americas. The Underwater Archaeological Recovery Commis
sion, a government agency established in 1979, oversees the 
designation of archaeological sites and the continued conserva
tion and display of cultural materials in museums throughout 
the country. Over the past quarter century, salvage and ar
chaeological teams alike have uncovered a wealth of historical 
information regarding European presence in the New World. 

The North Coast of the Dominican Republic has for centuries 
been witness to numerous shipwrecks, some of which have 
become quite famous due to successful salvage attempts. The 
Conde de Tolosa and the Nuestra Senora de Guadalupe were Spanish 
galleons which sank on the reefs of Samana Bay on August 25, 
1724. Both ships were laden with quicksilver mercury to supply 
the New World silver mines. Salvaged by Tracy Bowden in 1976, 
more than 600 of the olive jars from the two wrecks were studied 
by Steven James of Texas A&M University for his 1985 Master's 
thesis. 

Perhaps the most famous of the Dominican wrecks is the 
Nuestra Senora de la Pura y Limpia Concepcion, a Spanish galleon 
which sank just north of the Dominican Republic in 1641. She 
was headed back to Spain, carrying a cargo of jewels and silver 
when a violent hurricane stripped her of her mast, forcing the 
vessel to sail under jury rig for almost a month before finally 
running aground on a shallow water reef now called the "Silver 
Shoals". Survivors' accounts attest to many gruesome scenes 
which were to follow: Confusion regarding who would board 
the dangerously overcrowded, crudely constructed life rafts 
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resulted in fatal knife and sword fights. Those who were for
tunate enough to secure a place on the makeshift rafts were 
witness to many of their company dying of thirst, or being pulled 
from the rafts by large sharks. 

The Concepcion was salvaged in 1979 by Burt Weber, with 
many of the artifacts being placed on permanent display in the 
Casas Reales Museum in Santo Domingo. One display includes 
approximately 50 clay pipes recovered by Weber from the 
wrecksite, with several hundred additional pipes being stored 
in the Fortaleza Ozama Conservation Laboratory. While work
ing with the Monte Cristi pipe collection at the Fortaleza, I 
received permission to look at many of the pipes from the 
Concepcion. Among the fragments were three distinct pipes 
bearing the initials "LE" stamped into the back of the bowl. I 
recognized this mark as the mark of Llewellin Evans, a Bristol 
pipemaker who began manufacturing his wares in 1660, 
nineteen years after the Concepcion sank. 

It is always interesting to explain to people how the temporal 
nature of ceramic artifacts can often make a nondescript object 
one of the most valuable artifacts on a shipwreck, allowing 
archaeologists to date a site within a specific time frame. While 
the "LE" pipes do not date the Concepcion wrecksite, they do bear 
witness to a historic event: the lesser known salvage of the 
Concepcion by Sir William Phips. Sir Phips was an American 
businessman financed by the English Crown to locate and 
recover the riches of the Spanish Galleon. Phips arrived on the 
Silver Shoals in January, 1687, indicating that his salvage ship, 
the James and Mary, had to leave England by the fall of 1686, the 
last year that Llewelyn Evans manufactured his clay pipes. The 
fact that the "LE" stamped bowls were found in such small 
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Above: An early map of the north 
Coast of Hispaniola, erroneously 
attributed to Columbus, indicates 
five of the seven islands which 
comprise the ·siete hennanos. " 
Original displayed at the Casas 
Reales Museum in Santo Domingo. 

Right: Modem-day coastline of 
Monte Cristl. 

quantities on the Concepcion wrecksite indeed supports the idea 
that they were the personal possessions of the original salvage 
crew aboard the Phips' ship. 

The Monte Cristi "Pipe Wreck" 
Just a few miles from the border of Haiti in the extreme 

northwest corner of the Dominican Republic lies the small town 
of Monte Cristi. More than a century and a half after Columbus 
anchored in the shallow water of Monte Cristi Bay, another 
vessel sank just a short distance away from the anchorage chosen 
by the Pinta and Nina. Where this ship came from, where she 
was headed, and why she sank in the relative safety of the 
protected harbor remains unanswered, but it is possible that she 
fouled on the treacherously elaborate reef protecting the 
windward side of Isla Cabrita. Fighting to round the small 
island and enter the bay, never quite having reached the safety 
of the lee shore, the small merchant trader sank in four meters of 
water. 

Throughout the Dominican Republic, the Monte Cristi ship 
has come to be commonly known as the "Pipe Wreck" because 
of the large number of clay smoking pipes which were apparent
ly the principal cargo. Unfortunately, due to the shallow depth 
of the wreck and its relative nearness to the shore, sport divers 
and treasure hunters alike have been allowed easy access to the 
site. As a result, one can still find occasional artifacts, usually 
pipes, in gift shops and flea markets across the island, reflecting 

Monte Cristi 

the great disturbance the Monte Cristi wreck has experienced 
through the years. 

The visible portion of the wreck comprises an area ap
proximately ten meters long by five meters wide, with the main 
structure survived by the keel, keelson, bottom planking, ballast 
and assorted cargo. A metal detector survey undertaken in 1986 
suggested the extant remains may encompass an area perhaps 
three times the exposed dimensions. So far, a limited wood 
analysis conducted by Lee Newsom at the Florida State Museum 
in Gainesville, has indicated oak planking (Quercus sp.), with 
treenails possibly of European Brown oak. 

Many theories exist regarding the origin of the ship and its 
presence in Dominican waters. An American treasure hunter 
working on the wreck in 1978 concluded that the Monte Cristi 
ship was a Dutch East Indiaman which drifted more than one 
thousand miles off course. Using large prop-wash blasters to 
expose the wreck, many of the ship's artifacts were reportedly 
recovered, including Bellarmine shards, brass and silver candle
stick holders, an oil lamp, a brass scale,S brass leather punches, 
bone knife handles, thousands of "gold-washed" needles, an 
iron cooking cauldron, brass bell clangers, and numerous clay 
pipe fragments. 

In 1980, Roger Smith, then of the Institute of Nautical Ar
chaeology, visited the site. He noted that although the wreck 
had been "heavily salvaged during recent years (and probably 
shortly after the ship sank), the remains of the ship's structure 
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The "belly-bowl" pipes from the Monte Cristi ship. The 
initials "EB", the trademark of Edward Bird, provides a date 
range of 1630-1665. 

Me 

have partially survived". Thirty-one clay pipe fragments and 
eight potsherds were collected. Based on the examination of the 
site, combined with the analysis of the recovered artifacts, Smith 
concluded that the ship was a "Dutch vessel of the first half of 
the 17th century, which came to grief while conducting (then 
illegal) trade with the Spaniards on the north coast of 
Hispaniola" . 

I first visited the Pipe Wreck in the summer of 1986. Earlier 
that year I had received a letter from Peter Throckmorton, who 
proposed that the wreck was most likely 

... an English merchant ship, on her way out from England, 
which sank between 1630 and 1640. 

The cargo is a typical English commercial cargo of the time. 
It is possible that the ship could be Dutch, but the presence of 
pipes that are almost surely English, along with thimbles and 
needles, makes it more likely that the vessel is English. We will 
not be sure of the nationality of this vessel until we have 
thoroughly studied the hull and remaining cargo." 

Although theories differed about the nationality of the wreck, 
it appeared that all agreed to a date of the first half of the 
seventeenth century. 

After examining the site and noting the remarkable number 
of pipe fragments which were still scattered about the extant hull 
remains, I traveled to the Fortaleza Ozama Conservation 
Laboratory in Santo Domingo to study the more than four 
thousand fragments stored there. These fragments represent 
more than twenty years of random artifact collection, and today 
comprise the largest group of clay smoking pipes ever recovered 
from a shipwreck site. 

Each fragment was carefully cleaned of coralline concretion, 
and then examined to see if any identifying marks could be 
determined. It was very common during the seventeenth cen-
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The "cone-shaped" bowls from the wreck suggested a cargo of 
Dutch pipes. A wagon wheel is stamped at the junction of the stem 
and bowl. 

Me 

illustrations: Jerome Hall 

tury, as it is today, for a pipe manufacturer to place his maker's 
mark either on the pipe stem or on the back or bottom ofthe pipe 
bowl. These marks appear as simple symbols, or more common
ly, as the maker's own initials. Many of the Monte Cristi pipes 
had a set of initials stamped in the foot of the bowl, however, 
most of the detail had been scoured off by years of exposure. 
Unlike pipes found on terrestrial sites, oreven the clearly marked 
pipes recovered by INA from Port Royal, Jamaica, the Monte 
Cristi pipes were virtually unreadable. 

Two predominant bowl types were soon apparent: ''belly
bowls" and "cone-shaped" bowls. Four minor variations of the 
''belly-bowl'' and two of the "cone-bowl" have so far presented 
six distinct shapes. It was quite evident from the onset of ex
amination that the majority of the ''belly-bowl'' pipes had two 
initials stamped in the foot of the bowl. The second initial was 
clearly marked ''B'', but not a single fragment revealed the first 
of these two initials. The "cone-shaped" bowls all bore a wagon
wheel stamp at the juncture beneath the stem and bowl. 

Using Binford's straight-line regression formula, which 
employs the measurement of the pipe stem bore diameters, a 
date of 1640 was calculated for 507 fragments from the Fortaleza 
collection. This was compared to the analysis of 23 pipe frag
ments taken directly from the wrecksite, which produced a date 
of 1639. Although this method of dating has proven remarkably 
reliable, it was formulated for use with English-made pipes, and 
would supposedly hold no validity if the Monte Cristi pipes 
were other than English manufacture. It was becoming more 
apparentthat the "cone-shaped" bowl type, which seems to have 
no counterpart among English-made pipes, indicated a pipe 
cargo of Dutch origin. 

It was not until the summer of 1987 that a single pipebowl, 
bearing the clear and complete stamp of "EB", allowed the 
determination of a date range for the site. The initials stood for 
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Edward Bird, a pipemaker who manufactured his wares be
tween 1630 and 1665. It would appear that those who had 
interpreted the pipes as Dutch, as well as those who interpreted 
them as English, could now share the merits of their scholarship: 
Bird, an Englishman, manufactured his pipes in Amsterdam. 

Steps are already being taken to locate, collect, research, and 
conserve many of the artifacts from the Monte Cristi Pipe Wreck 
which have been distributed throughout the United States over 
the past two decades. Some have been sent here to Texas A&M 
for conservation, with the understanding that they will then be 
returned to the Dominican government. It is hoped that this, 
combined with a complete excavation of the extant cargo and 
hull remains, will provide information about the origin of the 
vessel and its presence on the north coast of the Dominican 
Republic. 

The Seven Brothers 
One particular area of interest for shipwreck survey and 

study has been the Siete Hermanos (Seven Brothers) islands off 
the northwest coast of the Dominican Republic, near Monte 
Cristi. An early map of the North coast, erroneously attributed 
to Columbus, shows five of the seven islands. Spaced closely 
together and surrounded by coral reefs, these islands have be
come "traps" for vessels plying their waters throughout the 
centuries. Surveys conducted by North Caribbean Research Inc., 
one of two salvage companies granted government concessions 
along the north coast of the Dominican Republic, have reported 
more than twenty-five known shipwrecks in the adjacent area, 
all somewhat disturbed by local fishermen over the years. 

The "Faience Wreck" 
On a reef between Cayo Arenas and Cayo Muertos, two of the 

"Seven Brothers", lies the wreck of a fairly large merchant vessel, 
commonly referred to as the" Faience wreck". While it has been 
known to fishermen in the area for many years, it appears that 
looting of the site has been minimal. A large anchor marks one 
end of the visible ballast pile, which extends over an area ap
proximately 5 by 15 meters. 

The main cargo of the ship was blue-on-white Rouen Ware, 
a ceramic type which has shown up on North American sites 
from before 1750 to 1780. Other cargo includes brass candle
sticks, thimbles, four-tined forks, spoons, many large sandstone 
millstones, earthenware bottles containing an unknown sub
stance (perhaps ink or medicine), and riding spurs and stirrups, 
which appear to be much too fine for military issue. All would 
indicate that the ship was carrying an inbound cargo from 
France, however, the presence of what appears to be cochineal 
would indicate that the ship had stopped somewhere in the West 
Indies. 

The Punta Luna "Rifle Wreck" 
For many years, stories have been told in the Dominican 

fishing villages of a "Rifle Wreck" at Punta Luna, a finger-like 
projection of coastline several kilometers southwest of Monte 
Cristi. The waters of the Yaqui del Norte River empty mud and 
debris onto the shallow reef surrounding the point, red ucing the 
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El MolTO. the famous mountain at Monte Cristt. overlooking 
Monte Clisti Bay. (Photo by Jerome Hall) 

visibility to less than six inches. According to the local fisher
men, it had been twenty years since the water had been clear, 
and that apparently lasted for only one day. During the summer 
months of 1986, the water at Punta Luna remained permanently 
muddy. Then, in 1987, a fisherman returned to the village of 
Pepillo Salcedo, where we were camped, and reported that 
conditions for finding the wreck were suitable, if not perfect. 
Within a few hours the wrecksite was located and marked, and 
an initial investigation confirmed the stories which we had 
heard: rifles. 

The ship's ballast pile, spread over an area of approximately 
7 by 10 meters, contained numerous 36-pound cannon balls. 
Two bronze cannon were located and immediately moved to the 
Navy Station at Manzanillo where they could be secured while 
awaiting treatment. Had these measures not been taken, it is 
very likely that the cannon would have been salvaged and sold 
for scrap bronze. Once the cannon were cleaned, it was dis
covered that both were cast in Douai, France, by Jean Berenger, 
one on July 18, 1767, the other on January 16, 1768. Both had 
been "modernized" with flintlock firing attachments added to 
the breech. A French saber handle, identical to one from the 
Scipion, was also found, suggesting (along with the other 
evidence) that ship may well have been a French troop transport 
of the late 18th or early 19th century. 

For Further Reading: 
• De Roever, Margriet. liThe Fort Orange EB Pipe Bowls: An 

Investigation of the Origin of American Objects in Dutch 
Seventeenth-Century Documents." In New World Dutch 
Studies: Dutch Arts and Culture in Colonial America 1609-1776. 
Albany Institute of History and Art. pp. 51-61. 

• Earle, Peter. 1979. The Treasure of the Concepcion: The Wreck 
of the Almiranta. Viking Press, New York. 

• Grissom, John. 1980. The Lost Treasure of the Concepcion. 
William Morrow and Company, Inc. New York. 

• Hamilton, D.L. 1980. "The Concepcion: 'Vicarious 
Excitement' or Public Trust?" Sea History. Fall. p. 11. 
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PROFILE 
Joeseph K. Schwarzer III 
Director, Ser~e Limani Exhibit 

Like many long-time INA associates, Joe Schwarzer's varied 
talents cause him to be one of the Institute's most treasured 
assets. Since 1980, Joe has centered his efforts on the conserva
tion of iron artifacts from the 11 th century A.D. Glass Wreck at 
Se~e Limani and he has served as director of the Glass Wreck 
exhibit in the Bodrum Museum of Underwater Archaeology for 
the past year. He regards his position as exhibit director as an 
opportunity to help create one of the most innovative and 
dr~atic archaeological e:mibits yet staged in Turkey, and is 
dOIng all he can to ensure Its success. 

Joe was an American Research Institute in Turkey Research 
Fellow and a Fulbright Fellow in 1987/88, and received a second 
Fulbright for 1988/89 to continue his analysis of the weapons 
and reconstruction of iron objects from the Glass Wreck. In 
addition to forming the basis of his dissertation for the University 
of Pennsylvania, his work on the weapons will be featured in 
INA's Glass Wreck excavation report. 

When Joe first contacted George Bass about nauticalarchaeol
ogy in 1968, he was an undergraduate in anthropology at the 
University of Arizona with extensive fieldwork experience at 
various American Indian land sites. As he notes, "George was 
less than impressed. I received a polite note suggesting I should 
g~ additional training and experience." He did. After working 
With the State University of New York (Binghamton) and the 
Link Foundation on various land and underwater archaeological 
sites in Italy, Joe joined the Institue in 1974. 

In addition to working towards a Master of Arts degree in Art 
History at SUNY Binghamton, Joe began volunteering for INA 
projects. In 1976, he worked on the Cornwallis Cave site in 
Yorktown, Virginia, and on the Defence excavations in Stockton 
~arbo~, Maine. In 1978, Joe jOined the expedition to the Ser<;e 
Llman! Glass Wreck and also conducted the preliminaryexcava
tion of the Hellenistic site there. He spent time at Texas A&M as 
well and was a research and teaching assistant in medieval 
seafaring in 1979. 

Joe's primary area of research is the art and archaeology of 
Medieval Europe and Byzantium from the fourth through the 
eleventh centuries A.D. Joe points out that the Glass Wreck is a 
superb example of how nautical archaeology provides far more 
information about the art and culture of the Middle Ages than 
can the average land site. He regards the excavation, conserva
tion and analysis of the Glass Wreck material as a single project, 
no aspect of which is more important, or more exciting, than any 
other. His fascination with the Middle Ages has a good deal to 
do with his preference, he admits, but he also notes that Ser<;e 
Limani was a special stage in the development of the Institute. 

"It was the last time many of us who had worked on earlier 
projects would work together. Moreover, there was a special 
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unity of purpose, an esprit d'corps if you will, that permeated 
every stage and aspect of our work from the site to Bodrum to 
College Station." 

Joe and his wife Melanie with their sons Franklin, 13 and 
William,5, came to Bodrum most recently in September of 1987 
and plan to stay there until September of this year. Franklin and 
William are tutored at home, but Franklin's Turkish is the best 
in the family. Franklin has many friends in town and is learning 
to play the saz (a stringed instrument). William also has a large 
group of friends, but particularly enjoys dressing up as a Greek 
war~ior and parading around the castle or jumping out at 
tOurists from the submersible decompression chamber. 

Melanie Schwarzer has cleaned amphoras, restored glazed 
bowls, cosmetized epoxy casts of iron objects, given tours, edited 
manuscripts, entertained hundreds of people (often with little or 
no advance notice), and, most recently, has written an article 
about the Glass Wreck exhibit for the June issue of the intema
t~onal .m~gazin~ .Turqu~ise. She and Joe agree that, except for 
financial Instablhty, their way of life is not particularly difficult. 
They credit their closeness and adaptability as a family for their 
success in living in what can be a very stressful environment. 

Although their life in Bodrum has not been settled (they have 
moved seven times in the last 18 months), each new place looks 
and feels like home within a few days. Despite the magnitude 
of development in Bodrum, the residents of the town maintain 
their warmth. "In contrast to America, the Turks have neither 
lost th.eir enthusiasm as a nation nor their courtesy as a people," 
Joe said. 

When I asked Joe what he has enjoyed most about his years 
with INA, he replied, "The Institute is a unique organization 
made up of individuals whose talents and limitations combine 
to form a special type of professional. At times, I find this to be 
extremely irritating, but, on the whole, I would have to say these 
people are among the most versatile, interesting, and enjoyable 
individuals I have had the pleasure to work with." 
. "Equall~, I have enjoyed immensely the opportunity to exer

Cise self-rehance and personal initiative in the pursuit of what I 
believe to be a shared goal: the promotion of the Institute and 
the field of nautical archaeology." 

Cheryl Haldane 
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Review 

The Royal Navy's First Invincible 

Brian Lavery, 1988, 199 pages. 

Available from: 
Invincible Conservations (1744-1758) Limited, 
15/16 Hampshire Terrace, Portsmouth, Hampshire, 
POI 2QF, ENGLAND. Soft Cover £9.95. 

Reviewed by Jim Jobling 
Those of us who are familiar with the 

author's earlier works will not be 
surprised by his description of the naval 
vessel that not only influenced the design 
basis for a whole new generation of 3rd 
Rate Ships-of-the-Line, but also enabled 
England to control the seas. Lavery, a 
pre-eminent authority on 18th- and 19th
century naval vessels, has collated an 
astonishing amount of evidence to give 
the reader a well written and illustrated 
description of an early 74-gun ship. 

The book begins with a few pages that 
are devoted to the fishermen and divers 
who discovered the wreck. A small 
wooden sail tally excavated from the 
wreck was marked with the words" Invin
cible Flying Jib 26 x 26 no. 6." This, along 
with other evidence, was conclusive proof 
that the wreck was that of the Invincible, 
which sank on the Horse Tail, in the 
Solent, in February 1758. She was to be
come the second historic wreck in 
England, after the Mary Rose, to be 
buoyed and controlled by the Protection 
of Wrecks Act of 1973. The team has suc
cessfully excavated the remains using ac
cepted archaeological techniques, and the 
finds have been conserved for museum 
display in Portsmouth. 

This introduction is followed by a 
series of chapters dealing with the history 

of the vessel, including her design and 
construction; her service in the French 
Navy; and her subsequent capture by the 
English Fleet at the First Battle of 
Finisterre on May 3, 1747. The accom
panying chapters deal with her life under 
English Captaincy, spanning more than 
ten years and both sides of the North At
lantic. The narrative of her history is in
terwoven with sections that explain the 
working of the vessel and provide an in
sight into life on board. The loss of the 
Invincible is dealt with in detail, as are the 
failed attempts at salvage resulting only 
in the recovery of the guns and some of 
the stores before she was abandoned to 
the sea. The final chapter concerns the 
excavation and recovery of artifacts from 
1980 to the present. 

During the first half of the 18th-cen
tury, British ship design, under the leader
ship of a conservative Navy Board, had 
fallen way behind that of other European 
powers, especially France and Spain. The 
large three deckers, of 90- and 100-guns, 
were expensive to build and run, while 
the smaller three deckers were a total 
failure. These vessels, notoriously un
stable, suffered from poor Sailing qualities 
and bad windage and could rarely open 
their lower gun ports to use their main 
armament. The French and Spanish had 
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concentrated on developing a larger two
decked vessel that ultimately evolved into 
the 74-gun ship. The Invincible was one of 
the first of the new deSign, having a low 
center of gravity combined with impres
sive gun power and good sailing qualities 
with a top speed of 13 knots. 

Lord Anson, victor of the First Battle of 
Finisterre and First Lord of the Admiralty 
in 1751, was strongly in favor of reform 
and initiated changes to modernize the 
English Fleet. He appointed Thomas 
Slade and William Bately as joint Sur
veyors to the Navy in 1755. Their ship 
designs were influenced by that of the 
Invincible, and their first ships were all 
74-gun two deckers-the Dublin class. 
Many classes of 74-gun ships were built 
over the next sixty years. More than 200 
served in the Royal Navy as the standard 
line of battle ship, and all of these were 
based on the original French design. The 
success of the design lay in the fact that the 
vessel had the best balanced properties of 
both the First Rate Ship and the Frigate
armament and speed. 

The book is well worth while, bringing 
history and archaeology neatly together. 
It is fitting that a vessel which influenced 
history so greatly is now looked at by 
archaeologists. 
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Inthe Field 

The sixth season of excavation at Ulu Burun 
is scheduled to begin June 10 under the direction 
of George Bass and Cemal Pulak. After clearing 
the protective overburden, the team will con
tinue to excavate exposed areas and begin work 
on the deepest part of the wreck. Artifact finds 
are expected to continue as in the past, with an 
emphasis on the consolidation of damaged cop
per ingots and recovery of the ingots remaining 
on site. 

INA staff members Donald Frey, Robin Pier
cy, Tufan Turanli and Murat Tilev will be jOined 
by project volunteers Caroline Fife (M.D.), Karl 
Ruppert (M.D.), Michael Halpern, Faith 
Hentschel, and Birgit Klier. Texas A&M Nauti
cal Archaeology program graduate students 
Nicolle Hirschfeld, Christopher Monroe, John 
Neville, Robert Neyland, and Claire Peachey 
will also participate. Funding for the 1989 
season is provided by INA, the National En
dowment for the Humanities, National 
Geographic Society, and the Institute for Aegean 
Prehistory. 
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Mombasa 
Project Director Robin Piercy, Alison Dar

roch and Mufit Karzik continue the task of 
cataloguing, organizing and drafting data 
gathered during the excavation of the seven
teenth century Portuguese Frigate Santo An
tonio Tanna. Field work, sponsored by the 
National Museums of Kenya and INA was 
completed in 1980, and INA has continued 
to support archival research and wreck pub
lication preparations. 

Conservation at 
Bodrum Museum 

Jane Pannell, head of the INA conserva
tion department in the Bodrum Museum of 
Underwater Archaeology, reports that she 
and her assistants Erika Topoleswka and 
Gunes Ozgay are busy with final conserva
tion of objects from the Glass Wreck exhibit. 
They are also completing work on the Ulu 
Burun amphoras and metal ingots. Conser
vation of other materials stored before the 
creation of the conservation department in 
1985 also progresses. 



Yassi Ada 
During 1989, Cemal Pulak and Gokhan 

Ozagacli plan to continue casting artifact concre
tions and drawing recovered timbers from the 
Yassi Ada 16th Century Ottoman Shipwreck. Par
tiallyexcavated during the early 1970s, with two 
full seasons of work in 1982 and 1983, the 
shipwreck yielded few artifacts but has provided 
a detailed look at a 16th century hull. INA con
tinues to support project research. 

Cape Gelidonya 
George Bass has scheduled a three-week survey 

of the Late Bronze Age Cape Gelidonya site first 
excavated in 1960 to preceed the Ulu Burun ex
cavations. A brief visitto the site in 1987 suggested 
that additional artifacts from the shipwreck 
remain on the seabed. Virazon Captain Tufan 
Turanli and Chief Engineer Murat Tilev will guide 
the team to Gelidonya and maintain the research 
vessel during the survey. 
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Don Keith reports that the "Search for Gal/ega/' 
begun in 1987, will continue in August. The team 
will return to Panama for its fourth field season to 
seek the caravel Gallega, abandoned by Chris
topher Columbus in 1503 (see INA Newsletters 
15/1 and 15/4). Project director Don Keith, Joe J. 
Simmons, Ric Hajovsky, INA adjunct professor 
Gordon Watts, and U.S. Park Service archaeologist 
Toni Carrell will join Panamanian team members 
Antonio Tourio, Jacinto Alrnendra, Oscar Ortiz, 
and Herminio Mata for the three-month season. 
The project is supported by the Meadows Founda
tion and INA Director Samuel LeFrak. 

Port Royal Project 
D.L. Hamilton's excavations continue for the 

ninth year in the sunken 17th century city of Port 
Royal, Jamaica. A group of students participating 
in the Texas A&M/INA field school will be as
sisted by Nautical Archaeology Program students 
Helen Dewolf and Glenn Darrington and staff 
members Wayne Smith and Grant Carder. 
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