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W ¢ are fortunate that we do not have to rely exclusively on historical
accounts, old drawings, and modern survival for our understandings of
the development of coastal watercralt in Georgia and the Carolinas. Over the
last 20 years, a number ol archaeclogical linds of boat remains dating back o
the mid-18th century have contributed substantially 1o our knowledge ol tidecrali
and the people who built and used them. More than a collection of technical
details, such as wood types, hull forms, fastener sizes, and joinery angles, these
vessels represent the products of a number of technological, economic, political,
and cultural factors. As such, they are a reflection of a vanished society, a
reflection in which we can see the EEHIle: farmers, merchants, and watermen
of the southeastern American coast.

Put another way, all watercrall exist within a culiural, historical, and architec-
tural context and therefore have signilicance within those contexts. Cultural
context relates to understanding the society that designed and built watercralt.
Historical context refers to the hoat's relationship with particular people,
places, and events, while architectural context relates the form and construction
ol the vessel 1o available information on similar boat types.! Recent watercralt
can be placed within these contexts by using historical and ethnographic
sources as well as recording the vessel itsell. But as we move back in time there
is an increased reliance on historical documents and archaeological remains to
answer our questions until we reach a time when the only information available
is the artifact and its physical context.

Written records can tell us about the society ol a particular time, the lives of
the designers and builders of a vessel or vessel type, and of its users, whether they
were merchants or naval men. Conterpeorary plans and drafts of watercraft can
give us msights into the planned design and construction of a vessel or type;
however, unlike naval and large merchant ships, which were often drawn and
described in dimension and detail down to the tacks used to attach copper
sheathing to the hull, smaller commercial cralt such as many of those described
in this book were more often than not built without the aid of plans. They were
constructed using traditional methods handed down through the generations or
were adaptations of local indigenous craft, and the builder was often the designer
and owner. Even where drawings were used, plans for boats and small crale built
much before World War | are rare and all too often nonexistent,

Archaeology has the potential to provide a level of detail not recorded in
documents or in oral histories. It can help define the evolution of vessel types
by revealing variations in building practices and technigues over time and the
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speed with which those practices spread. By studying 100l marks and consiruction
lechniques, as well as changes in hull shape, repairs, and alterations, we can
learn about the technical skills, inventiveness. and aesthetics of the builders
and users; these are in turn the results of their training within the particular
cultural climate in which they lived. The materials used to construct the boat
relate to the period's timber resources, woodworking and ironworking technol-
ogy, and quality and efficiency of workmanship. Artifacts within the hull are
not only uselul for dating the vessel but may include cargoes, which point o a
vessel's function as well as its port ol origin and destinations, So 100, personal
arlilacts can speak reams about the crew and passengers and their lives aboard
ship,

Even though the boat wself is usually the primary source, the archaeological
context of a wreck site (thar is, how the hull relates 1o the water and mud in
which it was lound) is olten the single most important aspect leading 10 accu-
rate interpretation ol the vessel, 1t can often provide answers to most of the
questions regarding the vessel's presence ina particular location, when and
how it was used and for what purpose. when and why it was lost or abandoned,
and who built or owned the craft.

[n recent years several ship-built vessels have been s udied along the warerways
ol South Carolina’s coastal plain. These inelie round-hulled colonial and federal
sloops.2  18th-  and [9th-century [lai-bottomed, merchant “coasling
schooners,™s 19th- century lumber ships, and a fishing vessel * While thesc
crall exhibit a wide range of designs and construction methads and were stul-
ted in varied contexts within the state, they all met requirements of form angl
[unction 1o support the needs of a rapidly growing region. The growth of the
southeastern colonies created a demand  for tonnage, hoth for exchange
between agricultural producers and central markets and for COMIMUuNIiclion
hetween coastal towns, To meet this demand, a large number of small and
medium-sized watercrall were required. Some of these vessels were buili in
shipyards located near major population centers, such as Beaufort Charleston,
and Georgetown; however, many of the colony’s tidecralt were construcied on
the banks of the numerous plantations along the waterways of the coastal plain.

Following are accounts ol three well preserved examples of tidecralt [rom
archaeological contexts in South Carolina. The Brown's Ferry wvessel, the
Malcolm boat and the Clydesdale Plantation vessel were excavated [rom differ-
cnt areas ol the state’s coastal plain, and each has its own unique historical and
culiural alfiliations. lemporally the vessels span the second half of the 18th
century. Each crall represents particular aspect of the complex network of local,
coastal, anl long-distance trade within colonial /lederal Georgia and the
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inside of the plank of the Brown's
Ferry vessel,
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Diravaing by Fob, Hockes

fscomieivic view of (he fnitial steps

in the canstruction of the Brown's Ferry
vessel: the three bottom planks  have

Pecn laid and cut to shape, and the stem
and the stem and sternpost have been
attached.

Carolinas, The [lat-bottomed design ol the Brown's Ferry vessel was ideal for
transportation within the [’]IHH.H{H[ waterways ol the colony and for brief
coastal hauls, while the latter vessels possessed design characteristics which
would have allowed them to venture into open water and to carry on trade with
olher colonies and offshore markets.

As a basis for comparison ol these three sailing craft we will explore the
general qualities ol coastal sailing vessels that are discernable in the three
examples as well as differences in design, lorm, construction, and function. The
latter characteristics are attributable to spec ific requirements dictated by such
factors as differing origins and boatbuilding traditions of the builders, environ-
ment, trade, and specitic conditions in the waters they navigated. In addition
lo these three vessels, data from other wreck sites in the region are helpful in
attempting to identify chronological wends of tdecralt evolution.

The Brown’'s Ferry vessel, which was discovered in the Black River, near
Georgetown, South Carolina, in 1971 {Fig. 2), is the oldest identified example of
non-MNative American boathuilding in the southeastern United States.® Artifacts
associated with the hull indicate that it sank around 1750, while carrying nearly
25 1ons of building bricks. The well-preserved remains of the hull were raised
in 1976, Careful study of the timbers reveal a surprisingly sophisticated design
for a [larbottomed riverine and coastal schooner, as well as an unusual mixture
ol European boathuilding methods, possibly inlluenced by Native American
loghoat traditions.

The hull, originally 15.32 meters (30 {t. 3 in.) long, 4.32 meters (14 ft. 2 in.)
in beam, and 1.22 meters (4 [1.) deep amidship (Fig. 1), is based on a heavy, leal-
shaped, flat bottom made up of three thick, straight planks (Fig. 21, This bottom
is relatively narrow, only 1.36 meters
{4+, 5.5 in) wide at 1ts greatest exten.

The vellow pine planks are not [astened
to each other but are held together by
the 20 Irames treenailed wo them. This
method ol bottom construction  is
reminiscent of methods in common
use lorinland cralt in England and the
Metherlands since Roman times. A

Drawirsg by F ML Hoskar

Langitudinal section and construction

e of the Bronwn’s Ferey vessel

the ends, the stem and sternpost are
treenailed directly to the upper face of
the central bottom plank and reinforced by and apron lorward and inner post aft,
treenailed to the bottom and posts. Although nothing of the sternpost survived, it
was probably of live oak like the other post elements, and nearby structure
indicated that it carried a small transom.

The live oak [rames are each made up ol a more of less symmetrical floor
timber and a pair ol Tuttocks, which are consistently placed abalt the Noors
(Fig. 3). In live of the frames the luttocks are fasiened with nails and treenails
to the [loor timbers. These five [rames, including the midship frame, are fairly
evenly spaced over the length of the hottom and provided key molds for the
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shaping of the hull, Careful recording of the shapes of the [rames indicates that
the curves were drawn using a crude method of whole molding, in which a single

shaped was used flor the
turn of the hilge and side
throughouwt the hull.

Alter the first [ive frames
were erccted, the garboard
was litted to the bevel
worked in the outer edge ol
the bottom (Fig. 4). Once
fastened in place, it provided
a guide lor the deadrise ol
the remaining floor timbers,
With all the Hoors installed
and a baten (or perhaps the
wale) tying the heads of the
made [rames together, the
broad, deeply chamlered,
cypress keelson with s two

Drawing by £ M. Hocker

masisteps could be treenailed
in place and the rest of the '
futtocks could be fitted (Fig. 5). Afierward, the
planking was nailed and treenailed 1o the bilges
and sides. Rather than fairing the frames and
dubbing [lats lor the broad pine planks, the
boathuilder chose 1o back oul (hollow) the planks
to lit the frames. The sides were completed by the
cypress wale and a heavy toerail nailed 1o the
upper surface ol the wale.

There is no indication of deck structures,
although a knee was Tound loose in the huall, A
windlass and its bitts were Tound lorward, and
the crude step nailed to the top of the apron just
lorward ol the loremast was probably for a
howsprit bill or a pawl post. There must also
have been partners ol some sort for the 1wo
masts. The central hold was probably open over
most ol its length, as the stack of bricks discovered in the ship would have risen
to near the top of the rail.

The shape, size, and construction of this vessel suggests that it may be an
t‘.Kl]'i‘Il'iL‘.I}-‘ dl'.vf'lupwd lorm of the pu]'ia SLLEL, A COTnToT river and coastal mer-
chant vessel of the period. Such eralt, ultumately derived from logboats, had the
shallow draft to venture deep into the river systems of the coastal plain and a
Hat bottom to allow them 10 take the ground in the tidal reaches of the low
country lor loading and unloading, but were limited in coastal sailing 1o sheltered
waters behind the barrier islands. The sophistication of this little schooner
suggests that it was probably only barely recognizable as a periagua, was
intended for somewhat betier coastal performances than the average barge or
log-based periagua (why else the carelully molded shape?} and had been built
by a shipwright with some training in the standard European construction
traditions ol his day. The unusual mixture of bottom-based construction {possibly
derived from a log or raft wadition, either imported lrom Europe or descended
from earlier, Native American influenced loghoats in the Carolinas) with the
conventional, whole-molded framing suggests fairly wide experience on the
part of the shipwright.

a0iln William Fleetwood, Tidecraft, 1995.

w.F M Hooker

Dirawireg by

lsometvic views of the construe-
tion o the Brown's Fevry vessel, In the
second view, inowhich the wpper parts
af the starbeard sides have heen
removed  for clarity the parboards
have been added and the remaining

floar timbers have been inserted.

Dverwing by FoML Hocker.,




In contrast to the Brown's Ferry vessel, the Clydesdale Plantation sloop,
excavated in the Savannah Back River in 1992 (Fig. 6).% is much more conven-
tional in its use of [raming on a heavy keel. The vessel is not easily dated, as it
had been stripped and deliberately buried to stabilize a rice bank {levee), bt it
was probably buried sometime between 1780 and 1820. 1t is somewhat smaller
than the Brown's Ferry schooner, only 13.43 meters (43 [t. 9 in.) long original-

ly, 4.70 meters (15 [L. 3
|in.j in beam, and 1.90
meters (6 ft. 3 in.) deep
amidship. In contempo-
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rary terms it would have
measured between twen-
ty and twenty-five tons
burden.

F
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A deep yellow pine keel

Dirawing oy F ML Hocker

formed the backbone of
this little vessel. The keel is
relatively large for a sloop
ol this size but was proba-
bly intended 1o provide
added lateral resistance
and improver sailing per-

Hemains of the Clydesdale

— formance with a powerful
rig. To this keel were bolted the sternpost with its knee (and a now missing
transom), the now missing stem, and a wide apron, all al live calk: Fourteen
symmetrical live oak [loor timbers are notched over and spiked to the keel and
at least three more are notched over and spiked to the apron. The [loors are
clamped in place by a pine keelson bolied through every third or fourth frame
and into the apron and stern knee.

A deep rabbet is worked in the side of the keel below its upper edge and
inta the sternpost, and afier the {loor timbers had been fastened in place the
pine garboards and lirst three broad strakes were nailed to the rabbet and
nailed and treenailed 1o the floor timbers, With the bottom strakes in place, live
oak hall-frames, which reached [rom the garboard nearly to the sheer, were
inserted hetween the [loor timbers, with clear space separating them both fore
and aft, and nailed and treenailed to the bottom planking. The bilges and sides
were then planked, and short live oak futtocks butted to the heads of the [oor
timbers were added. This sort of framing, in which none of the elements are
fastened together, is a holdover from earlier methods and can be seen in other
areas of North America, where it used well into the 19th century on quite large
vessels, such as New Bedford whaling ships.

At some point the sides of the Clydesdale sloop were raised approximately
0.30 meters (1 1) by the insertion of live oak top timbers between the hall-frames
and futtocks. These top timbers were inserted behind the ceiling, which is com-
posed of single lengths of wide, yellow pine boards thal have been carefully fitted
and linished to provide a smooth interior surface 10 the hold. The ceiling was also
caulleed and the limber boards nailed down, indicating a deliberate attempt 1o
make the hold watertight. This suggests that at some time the sloop was used for
carrying rice, the primary agricultural product of the lower Savannah River. The
deck remains consist of one whole lodging knee and fragments of at least two
others, but it is not possible 1o say where the deck was located. Cuttings in the
ceiling fore and alt suggest that there may have been a small [o'c’sle with a raised
sole and a wrunk cabin aft, but no definitive remains survive.

The shape of the hull is relatively sharp, with noticeable deadrise, a sharp,
short entrance and a long, straight, [ine run (Fig, 7). Wear of the after end of
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the keel indicates a fair amount of drag, and although the stem was removed
before the vessel was buried, the remaining hood ends at the bow reveal a
smoothly curving stem rabbet with a long rake. These qualities, along with the
heavy keel, all suggest a fast, powerlul sailing vessel with relatively linle cargo
capacity; it properly decked, the Clydesdale sloop would have heen useful offshore.
Vessels of similar shape but schooner rigged were used in other ports for pilot
worl, and the cuttings in the ceiling may suggest that a large part of this sloop’s
interior was given over Lo accommodation, which is also typical of a pilot vessel,
As |8th-century customs records [rom Charleston and Savannah reveal, vessels of
this size and rig were also being used for trade with Bermuda and the West
Indies, as well as for coastal passages.’

The Malcolm Boat was discovered in 197 in the bank of the Ashley River
near Charleston and excavated in 1992.% Analysis of the context in which the
cralt was lound reveals the boat was stripped and abandoned towards the en
ol the 18th century afier a lengthy carcer, Study of the remains reveals a round
hulled, keeled vessel with a transom stern. The reconstructed hul] is 12.75
meters (41 [1. 10.25 in.) long and has a beam of approximately 3.58 meters
(11 [1.9.25 in.) and an estimated depth of hold of 1.50 meters (41t 11 in) A
displacement of approximately 24 tons is su sgested. The vessel had a fairly
sharp entry below the waterline and was roomy above. [t had a [ull bodied
micsection that carried aft to the narrow transom. The construction [eatures
observed on the hull-numerous made or molded [rames additional luttocks
installed between frames and a keelson notched over and fastened to each
frame—suggest a boat designed for strength and with the ahility 1o carry heayy
loads. A transem stern would have enhanced the vessel's cargo carrying capacity
and seaworthiness lor oflshore voyages, and ii appears (o have been the stern
ol choice of colonial shipwrights in South Carolina. The hull would have had a
graceful shape and was no doubt pleasing to the eve.

The hull was fashioned from woods locally available and abundant in
South Carolina's coastal region.? The live oak posts and mixed live oak and
white oak [rames were fastened to an 11.0 meter {35 fr. 11.625 in.) straight-
grained keel of southern yellow pine; a skin of cypress and pine planks 0.025
o 0.03 meter (1 in. 10 1.125 in.} in thickness completed the lower hull. Ceiling
planks appear to have been reused and, like the sole beam found on the sie,
were ol pine. Floor timbers and futtocks were approximately 0.08 meter (3.125)
square while room and space varied from 0.36 1o 046 meters (1ft. 2,125 in 10
LIt 6 in.). The midship beam, which describes the widest point of the hull, was
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placed one-third of the vessel's length from the bow. A single rectangular mortise
in the keelson, located at the midship beam, ance supported the heel of a mast
while a second mortise farther aft (and now partly plugged) suggests that the
rig may have been aliered during the career of the vessel. A single pump, set
against the port side of the keelson in the stern, would have facilitated the
removal of water which found its way into the hull. During its career, the
Malcolm boat was extensively repaired and even underwent a refit 1o strengthen
the hull and enhance its cargo carrying ability.

These three vessels, none of them very large, are a fairly representative sample
of coastal and riverine sailing eraft built in the Carolinas and Georgia during
the 18th and early 19th cemuries. Each is suited 1o a slightly different role and
condition of navigation, [rom serving underdeveloped river plantations to offshore
passage making, and each can be related 1o vessels deseribed in the historical
records. Flat-bottomed periaguas and similar craft were the workhorses of loeal
transportation by the mid-18th century. Travelers in the colonial South describe

- . the slow, methodical progress
ol journeys made on these ves-
sels and the sheltered waters in
which they sailed. In contrast,
coastal sloops and schooners
ol more conventional Furopean
build were primarily emploved
on longer passages between
l'l'l':ljl)t' [‘.lil[‘.ll.l.|}tlil.‘.|n£ centers
and were expected o be more
seawaorthy, as well as faster. Of
course, one paid a higher
price lor quicker travel from
Charleston 1o Savannah, as
travelers reported.® By the
19th century the periagua type
seems Lo have disappeared
Site plan of the wooden remains of  [rom coastal commerce, replaced by small, open sloops such as the Malcolm
the Malcoli boct boat at one end ol the scale and plantation barges at the other. The changing
nature ol the waterways and port lacilities made hybrid vessels such as the
Brown'’s Perry schooner obsolete, but more conventional fore-and-afters remained

an important, if eften overlooked, part of the maritime economy.

Dirvwing by O F AmenSCIAA

Although they are of different types and ages, the excavated vessels of the
southeastern American coast do have a number of features in common.
Whether these features can be said 1o deline a distinet tradition is dillicult 1o
say, but they do point toward a certain consistency in design and construction,
Not the least of these similarities is the preference for a very small number of
wood species. Live oak (Quercus virginiana) was the wood of choice for curved
structural timbers (frames, stems, knees), even belore this timber was being
exported to northern shipyards for the construction of seagoing ships. Long,
straight compenents were normally cut from either cypress ( Taxodium distychum)
or yellow pine (Pinus spp.), both strong, durable woods. In all three vessels, soli-
wood components are cut from long, broad logs; in the Brown's Ferry vessel,
the bottom is made from planks over 14 meters (46 f1.) long and 0.47 meters (1
It, 6 in.} wide, and even a hall-century later, the ceiling and some of the exterion
strakes in the Clydesdale vessel are made of single planks over 12 meters (39 ft.
3 i) long, Exterior strakes on the Maleolm boat, despite the small size of the
vessel, were still made up of planks from 6 10 10 meters (19 [, 6in. to 32 f1. 6
in.} in length.

Another similarity is a strong prelerence for transom sterns; all of the excavated
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crall in the Carolinas and Georgia, even quite small vessels, have produce:
clear evidence of transom sterns, and modern small eraft tracditions of halteaus,
skifls, and sharpies all retain this feature. In stark contrast 1o these Southern hoats,

transom-sterned merchant vessels of New England mix with a |
wide variety of double-ended fishing craft. This may reflect the
dillerences in navigation conditions: the seakeeping ahili
ties of the double-ender are less necessary in the somewhat
calmer, more sheltered waters of the southern coast, and the
shallow draft imposed by the rivers puts interior and deck
space al a premiuwn,

At the same time il may be possible to detect some
chronological development in the excavated remains,
Cypress only appears in large, structural timbers in the
carly period, with vellow pine predominating bater, This
change may be due to greater availability of cypress earlier in
the colonial period, before coastal swamps were cleared for
rice cultivation. Surveys of the Savannah River's foreshore
show that the rice banks of the later 18th and 19th centuries
are built over cypress stumps embedded in the ariginal
river bank. If the Brown’s Ferry vessel is at all typical of
its period, then there also appears 1o be a chronological
development away [rom distinctive hybrid or specialized
cralt toward more conventional, ship-buill beats for coast-
ing.

During the 18th century many Furopean shipwrights
and artisans came to Charles Town [rom Europe, bringing
with them their boatbuilding traditions and practices of
construction, From the 1740s to the time of the Revolution,
the lour active Charles Town shipyards huili many sloops
and schooners in the 20-ton range, which were able to ply
the coastal waters of the colonies and 1o enter into the Wes|
Indies trade. Alter 1760 many plantation owners in the
Carolinas had their own vessels built that were capable ol
going heyond the colonial confines and conducting trade
as far away as the Caribbean and South America ! The |
Malcolm boat and Clydesdale Plantation sloop are the ear i
liest vessels studied in South Carolina that demonstrate
this capability, although both would have been at the
extreme lower end of the range of vessels suitable lor such -

Pl
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wark. Many of the later sailing vessels of the Carolinas and Georgia, such as the
Clydesdale, Malcolm, and Mepkin Abbey boats, would not look out of place in
a Chesapeake or New England port.,

Fhe discovery of the Malcolm boat and Clydesdale Plantation sloop abandoned
in these contexts is helping o confirm an emerging pattern: small crall were
olten disposed of in the many creeks and sloughs of the state’s Low Country
when their usefulness was at an end.”2 Many such cralt remain 10 be discov
ered, and each year erosion along the rivers of the tidal lowlands EXPOSES New
and interesting remains, These remains are the last races ol a once vigorous
merchant coasting fleet. Studying them in detail should help [ill in the gaps in
our knowledge of the history of southern boatbuilding,

1nln William Fleetwood, Tidecraft, 1995.
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