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At 10.30 pm on the night of Monday 24 June 1878, the Hydrabad, a Scottish-built ship of 1,360 tonnes, crashed aground in a violent storm less than 3 kilometres from Horowhenua Creek on the West Coast of the North Island.

 
Battered by violent seas for over a hundred years, the Wreck of the Hydrabad lies today in the sand of Waitarere Beach — a reminder of that treacherous coastline and the many ships that went aground there.

 
This is the story of the Hydrabad, from her beginnings in Scotland to her eventual wrecking on the New Zealand coast. Ian Church writes dramatically of the people involved and the desperate efforts to refloat the ship, ending in failure.

 

 
Cover Photo: The Hydrabad on her sea trials off Glasccow, 1865. From a painting by William Clark (National Library of Australia).
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Hydrabad


 
 


Hydrabad

 

 
Year after year a doleful wreck,


 
She lying on the beach alone,


 
Beneath her prow, below her deck,


 
The bearded barnacles have grown.


 
From stem to stern her once proud form,


 
Now gaunt and weary on her bed,


 
Doth quiver during every storm,


 
Beneath dark skies of troubled lead.
 

 

 
Hydrabad, in days of yore,


 
With pennant proud and helmsman skilled


 
Stout hearts across the ocean bore —


 
Our pioneers, rude homes to build


 
In this fair land, of wealth untold,


 
Of snowy peaks, and deep ravines,


 
Of fertile plains and reefs of gold,


 
And kauris tall mid tropic scenes.
 

 

 
Then came a night, with fog and rain,


 
The vessel's helm was paralysed,


 
The look-out craned his neck in vain,

 
 
"Watch out for shoals", the mate advised —


 
Too late! For with a scraping sound


 
She struck upon a storm-swept beach.


 
A stately ship, she was aground;


 
The sand to her clung like a leech.
 

 


 

 
Time with his scythe, relenting not,


 
Surveys this prize with careless air.


 
He says: "Your wooden planks shall rot,


 
Your bulwarks rust, your ribs stand bare.


 
So now, proud ship, lie there alone,


 
In every storm your frame shall shake".


 
Silence, and ghostly Time is gone;


 
The seagulls wheel, the salt waves break.
 

 

 
Hydrabad, as years drag on,


 
In silence watches three wars pass.


 
Leviathon comes up anon


 
Near this old friend, to breathe his last.
 

 

 
Immune from harm, within her hull,


 
A jellyfish at anchor lies.


 
Aloft, there soars a screaming gull....


 
The tides about her ebb and rise.
 

 
A. G. A.

 
Tararua — The Magazine of the Horowhenua College, December 1948.
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Introduction: 

The wreck on Waitarere Beach

 
Whether the iron plates of the ship Hydrabad were 'of greater thickness than those of any merchant ship afloat' or whether this was an advertiser's exaggeration to attract a buyer for her, there can be no doubt of the strength of her construction. Wrecked on Waitarere Beach on 24th June, 1878, her hull has withstood the battering storms of Cook Strait for a hundred years. A conspicuous landmark in an otherwise featureless area she has been a mecca for thousands of visitors. Those who have picnicked near her hull or who have taken their bearings from it for the local fishing grounds have speculated on her origins. Where was she built? Who were her owners? What trades was she in? What brought her to New Zealand? Why was she left on the beach?

 
Hydrabad was built in Scotland in 1865 for Bombay cotton merchants. She made three voyages to India for them and seven for subsequent British owners. Occasionally her passages were extended to Australia and on her final voyage she carried immigrants to Adelaide. From Adelaide to Lyttelton the last act of her sea-going career involved the railways of two colonies, New Zealand and South Australia. Following her stranding tremendous efforts were made to refloat her but twice, when success
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 was in reach, the attempts were foiled. The recovery of her cargo was accomplished but not without endangering the ships chartered for the task.

 
Finally Hydrabad was not alone in her fate. Within five months of her wreck two other sailing ships were stranded on the same stretch of coast and others followed in the next decade. Some had the luck that was denied Hydrabad and were successfully refloated, but of all the others except one nothing now remains. Herein lies her interest.
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1: Passage to India

 
Like some gigantic sea creature cast up on the beach the rust-broken iron hull of the ship Hydrabad lies half buried in the sands of Waitarere. Some details of her construction remain: the stumps of her three iron masts, the forward hatchway, the prow which once held the tapering bowsprit, the scupper holes and wash ports along the deck. But the mass of her masts, yards and rigging have disappeared, her teak and oak timbers and interior fittings have been destroyed, her figurehead no longer exists.

 
In 1865, when she was built, Hydrabad was a reasonably large ship at 1,339 tons (1,360 tonnes). She was 224 feet (68 metres) long, 37.2 feet (11.3 metres) wide, with a depth of 23.2 feet (7 metres). Her hull was painted black, with a broad white band enclosing her ports and red boot-topping below the waterline. Hydrabad was built of Lowmoor iron, a good quality material produced in Yorkshire. Britain had begun building iron ships in the 1840s and fitting them with iron masts and yards in the following decade. The use of iron increased the amount of valuable cargo space available, since there wast not the same need as in wooden ships for huge structural timbers supported on a forest of pillars. To handle cargo easily, Hydrabad's hull was divided into two holds separated by a
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The Hydrabad on her sea trials off Glasgow, 1865. A painting by William Clark (National Library of Australia).


 cemented bulkhead, the hatches were unusually large, the 'tween decks were lofty and a steam winch was fitted.

 
Hydrabad was a square-rigged sailing ship and the romance of such vessels lies with their figureheads, white sails and towering masts. Joseph Conrad has captured this in his description of figureheads:
'women with flowing robes, with gold fillets in their hair... full length of
 


 warriors, of kings and statesman, of lords and princesses... all inclined forward under the slant of mighty bowsprits as if eager to begin another run of 12,000 miles in their leaning attitudes.' Hydrabad carried the appropriate figure of a Hindu warrior in colourful turban, sash and flowing white robe. His black bushy beard, his look of haughty disdain and the grip of his left hand on the sword gave him a convincingly fearsome appearance.

 
Hydrabad's classification as a full-rigged ship meant she carried rectangular sails on her fore, main and mizzen masts. Each mast normally earned five sails, the lowest and the largest being the foresail, mainsail and crossjack according to the mast that held them. These were surmounted, in order, by the lower and upper topsails, the topgallant and the royal. Triangular staysails were carried on the stays which supported the masts fore and aft. The shrouds and backstays ran from the mastheads to the sides of the hull. Ratlines running across the shrouds formed the 'ladders' for the crew to climb to the yards from which the sails were set.

 
For Hydrabad's interior fittings no expense was spared. Carved teak panels, ornate cabin lamps and engraved silverware furnished the officers' accommodation and the passengers' cabins at the stern of the ship. The crew had the usual spartan quarters in the fo'c'sle.

 
Hydrabad was built to carry cargo. During the American Civil War supplies of cotton from the Confederate States were cut off from the mills of Lancashire. The mills found a new source in India. From
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 1861 to 1865 Bombay merchants made — and lost — fortunes in the boom conditions. The Suez Canal was still five years away when, in 1864, a group of Parsi businessmen, known as the Bombay Iron Ship Company, ordered a ship able to carry large amounts of cotton safely around the Cape of Good Hope. The order was placed with R. Duncan & Company, of Port Glasgow.

 
The Parsi were very British in their habits, dress and love of cricket. They are descended from followers of the Zoroastrian religion who fled from Muslim persecution in Persia — modern Iran — in the eighth centrury. They were invited from Gujerat to Bombay when the latter became a British possession as part of the dowry Catherine of Braganza took to Charles II. Soon the Parsi were leaders in all professional and commercial activities, a position they still hold.

 
Their ship was launched early in 1865 and named Hydrabad, adopting the spelling current at the time. Fitting out was completed by May and she was rated A 1 at Lloyds following her classification survey in June. She was registered as number 30,642 and given the signal letters WQVF. Her construction had cost $70,000.

 
Captain George James Harley took command and Hydrabad sailed in September to await final orders at the anchorage of Queenstown, Ireland. She took her departure on 3rd October 1865 bound for Calicut and Bombay. Nearly four months later the crew caught their first breath of the spice-laden air wafted from the Indian coast. Their first port was Beypore which was reached on 5th January 1866. This was six miles south of Calicut, the home of calico, which had a poor harbour. After three weeks in port, Harley set course for Bombay and Hydrabad sailed up its impressive island-studded harbour on 29th January.

 


 
Colaba Point lay to port while to starboard the palm-fringed shore of the mainland rose gradually to the peaks of the Western Ghats. In this setting the ship came to anchor off the stately buildings of the city described as the most beautiful in India.

 
A quick turnaround in port was unknown in those days. Hydrabad spent three months taking in her cargo of cotton. Down her capacious holds went two thousand tons in bales occupying fifty feet to the ton. A few passengers settled on board and on 28th April the anchor was raised and the homeward voyage began. The normal practice of passenger-carrying ships was followed with a call at the Atlantic Island of St Helena on 3rd July to allow the passengers and crew to stretch their legs and to take on fresh provisions. They went on to the Mersey Estuary where Hydrabad dropped anchor among the throng of sailing ships and steamers at Liverpool on 24th August 1866, 87 days out from Bombay.

 
Hydrabad made two further voyages to Bombay along this pattern for her first owners under Captain Robert Baxter. But the boom in the cotton trade had ended with the conclusion of the Civil War. Hydrabad became a victim of the disastrous slump which temporarily shook Bombay to its foundations. When she returned to Liverpool in July 1868 the Bombay Iron Ship Company put her up for sale. She was purchased by T. Stephens & Company who re-registered her at London.

 
Melbourne was her destination when she sailed from Liverpool on 22nd October 1868 under her new master, Captain Jones. She took her easting down below Australia
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to make her landfull at Cape Otway and arrived off Port Phillip 76 days out on 6th January 1869. A tug took her through the difficult entrance and up the thirty miles to anchor in Hobson's Bay. After discharging her general cargo she sailed round to Newcastle to load coal for Bombay. Newcastle was such a congested port that it was nothing unusual to have to wait up to three months for the couple of days it took to load at the crane berths. Hydrabad was lucky and was able to leave on 25 th March after a month in port. Sailing against adverse winds it took her 70 days to make the passage. Possibly her cargo shifted in a storm for she arrived at Bombay in a damaged condition on 3rd June and was not granted port clearance until 17th July. For nearly a year Hydrabad remained there while repairs were carried out" and a return cargo secured. This was a difficult time for the opening of the Suez Canal on 17th November 1869 had brought increased competition in the trade to India and the Far East depressing both freight and passenger rates. It was not until 1st June 1870 that Hydrabad departed for Liverpool, calling at St Helena on 9th August and making a relatively swift passage home of 93 days, arriving on 3rd October 1870.

 
After a special survey Hydrabad's fourth and final master was appointed. Captain Charles James Holmwood took the ship out again to Bombay and returned to Le Havre on 22nd September 1871. There she grounded in the Eure Basin but floated free at high tide. By 13th October she was secure in London's East India Dock.

 
An uneventful trip out to Melbourne followed and from there Hydrabad made her first visit to Calcutta. The beginning of May 1872 found her negotiating the depressing estuary of the Hooghly River until the splendid vista of Calcutta's Botanic Gardens and stately villas was
 


 reached. Beyond lay the magnificent mansions which made Calcutta the city of palaces. Hydrabad dropped anchor on 2nd May amidst the merchant ships of all nations lying below Fort William. Thousands of small boats dashed amongst the anchored ships and it was not unusual to find a half-decayed corpse banging against the anchor cable. The breeze carried the mingled smells of open drains, burning cow dung and subtle spices.

 
Two months were occupied loading at Calcutta, Sagar Island at the mouth of the Hooghly, Kakinada and Madras. On the homeward run a couple of days were spent at St Helena and 161 days passed before London was reached on 8th December 1872.

 
Indian cargoes were evidently becoming harder to obtain, for on her next voyage Hydrabad called first at Calcutta, sailed round to Bombay and then returned to Calcutta, spending five months altogether around India's coast. On this voyage Captain Holmwood was accompanied by his wife who at Bombay on 17th September 1873, gave birth to their fourth child, Alan McLean Holmwood.

 
On the return passage Hydrabad called first at St Helena where she fouled and seriously damaged the ship Chile of Genoa. Her master entered a claim for $2,000 in the Vice-Admiralty Court. The West Indies were enjoying a revival of their old prosperity and calls were made to Demerara in British Guiana ( now Guyana) and to Trinidad to load sugar for Glasgow. From Glasgow she returned to Liverpool on 18th July 1874 after an eighteen-month voyage.

 
Following a special survey which slightly increased her tonnage, Hydrabad made a direct passage to Calcutta and returned to London to load railway plant for the expansion of the Great South of India Railway. After four
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 months at London she sailed for Negapatam on 22nd September 1875. A month out she spoke the ship Buckinghamshire and reached her destination on Christmas Day. Once the cargo was discharged she sailed around to Bassein, thirty miles north of Bombay, and returned to Liverpool making a protracted passage of 147 days.

 
Hydrabad's tenth voyage was dogged by bad weather from the time she left Liverpool on 23rd September 1876. For ten days she was hove to while heavy seas made a clear breach over her, carrying away everything on deck that was not secured. Crossing the southern latitudes bound for Melbourne the ship struck very severe storms which swept away her bridge, lifeboat and several sails. The cargo shifted but Hydrabad was able to reach Melbourne on 2nd January 1877, her journey having taken 111 days.

 
From Melbourne she returned to India, anchoring first at the artificial harbour of Madras for two days before making her final call to Calcutta. While passing through Garden Reach Hydrabad fouled the ship Ganges, Captain Logan, and lost her jib-boom. The hull of the Ganges was slightly damaged, one of her boats was battered and another stove in. Clearing from Calcutta on 11th May 1877 Hydrabad had another long but uneventful voyage home. Landfall was made at Falmouth on 23rd September and the tug Hibernia towed her into London Dock a week later.

 
Though she was no flyer Hydrabad had proved a reliable ship. Her record of ten round voyages in a dozen years was not out of the ordinary in the days when long stays in port made little difference to the wages bill and securing return cargoes often depended on a master's wits. Her eleventh and final voyage was to take her to South Australia, to New Zealand and into our history.
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2: Immigrants to Adelaide

 
Wheat farming was the basis of the economy of the colony of South Australia in the 1870s. Its continued expansion had given rise to a vigorous immigration policy which added an average of three thousand people largely of British stock each year between 1860 and 1880. Many ships were needed to carry these migrants so in 1877 Hydrabad's owners decided to fit her out for this trade. She was comparatively large for an immigrant ship and her lofty 'tween decks made her very suitable. These were fitted out to enable her to cany 407 immigrants to Adelaide. In the forward hold bunks were fitted for 122 single men while the 54 married couples with their 91 children, 79 of whom were under seven years of age, were accommodated on the main deck amidships.

 
To give each family a measure of privacy, 'Johnson's Patent Berths' were installed. A problem on all immigrant ships was to keep the single men and women apart. In Hydrabad the 76 young women, most of them listed as domestic servants, were housed on the lower deck with special, separate access through the cuddy (cabin) to the poop deck aft so that they did not have to pass through the main deck. They were in the care of a matron, Miss Colin.

 


 
In charge of the immigrants was Dr Worthington who had cabin accommodation along with Mrs Holmwood and her son. He had previously been in charge of the immigrant ship 
Alumbagh to Adelaide where he had for a time been in charge of the quarantine hulk Fitzjames. During the voyage he suggested improvements to the ventilation arrangements which had been made, for adequate ventilation was vital to the well-being of those on board. He thought that hammocks instead of bunks for the single men would have improved the ventilation and would also have kept them out of bed during the day.

 
Below the immigrants, Hydrabad carried a general cargo of several hundred tons of iron and steel products such as tin-plate, wire rope and tanks, sixty thousand bricks, woollens and worsteds, agricultural and garden seeds, olive oil, vinegar, sugar and other grocery items. Before she sailed from London on 17 November 1877, government surveyors inspected all the ship's gear including anchors, chains and sails. New sails were fitted aft.

 
Hydrabad took her final departure from Plymouth on 25 November, 1877. Most of the passengers had never been to sea before and they had no time to find their sea legs when, three days out, the ship met a severe gale in the Bay of Biscay. During the several days it lasted a number of migrants were knocked about. The miserable conditions under the hatches probably contributed to an outbreak of diarrhoea among the children. Two infants died but the other sufferers were dosed liberally with claret from the ship's stores and gradually recovered. The acuteness of the attack wore off as cooler latitudes were reached. Childhood illnesses were to carry off five other youngsters during the voyage but one birth was recorded.

 


 
Monotony could be a great enemy on immigrant ships and various diversions helped to relieve boredom. King Neptune arrived on board on 20 December to celebrate the crossing of the Equator. Having been formally introduced to Captain Holmwood and Surgeon-Superintendent Worthington he supervised the ritual shavings and other traditional rites and ceremonies. Regular concerts were also held, the stars of which were the Christy Minstrels formed mainly from among the crew. Lifeboat drill was turned into an entertainment. As the passengers lined the rails men would voluntarily dive overboard. With practice, the time for their recovery was whittled down to two and a half minutes.

 
Shipboard meals tended to revolve around beef, pork, biscuit and oatmeal, but the cook and the baker served the ship well and this added to the general contentment. Dr Worthington found Mrs Holmwood a great help in carrying out his duties and that her presence had a 'salutary effect'. Apart from two cases of measles which broke out when nearing Australia the immigrants arrived in excellent health and spirits.

 
Landfall was made at Kangaroo Island and Hydrabad sailed through Investigator Strait into St Vincent Gulf bearing up for Port Adelaide. Anchor was dropped off the port on Friday evening, 15 February 1878, eighty-four days out from Plymouth. The immigrants assembled on deck to be addressed by Dr Worthington from the poop. He congratulated them on arriving at such a prosperous period. The cheers and counter cheers were so vociferous, reported the South Australian Register, that the people were obviously satisfied. Not all immigrant voyages ended so happily and it says much for Captain Holmwood that the passengers presented him with an illuminated address 
 


 thanking him for his care and consideration on the voyage.

 
Dr Worthington had not been speaking empty words. The increase in wheat farming meant there was plenty of work available for the 97 agricultural labourers landed from Hydrabad. One of them, George L. Pope, was soon writing home to St Neot in England telling of the job he had secured within a few days of arrival. He had found work on a farm thirty-five miles from Adelaide at a wage of $1.80 a week as well as rations, firewood and a house. His wife was able to earn 25 cents for one days washing and from their combined income he expected to save $1 or $1.20 a week, and have all the meat he wanted. He was looking forward to trying kangaroo tail soup. In six months he was hopeful he would be able to send enough money home to bring out his mother, brother and sisters. Another agricultural labourer, Patrick Wood of Liverpool, found employment with the firm of Swan and Hunter which was engaged in railway construction. In 1897, his son James , also a migrant on the Hydrabad, came to Palmerston North where he was joined by his mother, younger sister and twin brothers. Mrs Wood always remembered Captain Holmwood telling the emigrants that the Hydrabad almost broke her back when suspended between giant wave crests in the Bay of Biscay.

 
Farming, copper mining, railway construction and house building were all hungry for labour. The twenty-six carpenters and joiners, ten railway men, eight navvies (skilled labourers), five brick-layers and five stonemasons brought by the Hydrabad would have had no difficulty in finding employment. For the adventurous there were the goldfields discovered in the north along the route of the Overland Telegraph to Darwin.

 
The expansion of the railways was of the greatest
 


 interest to Captain Holmwood, for when he learned that the South Australian government was seeking a ship able to transport redundant locomotives and rolling stock from Canterbury in New Zealand he was quick to offer the Hydrabad. His offer to carry 2,300 tons of equipment (by measurement) for $5,000 was confirmed in writing to the Commissioner of Public Works for South Australia on 21 March 1878. He pointed out that the ship's powerful steam winch, wide hatches and lofty 'tween decks made her very suitable for such work, and that similar cargo had previously been carried for the South of India Railway. The terms he proposed were that the New Zealand government should deliver the cargo on the wharf at Lyttelton or Dunedin. All charges for stevedoring, lighterage, breaking stowage, commission, tonnage dues and pilotage would be borne by the ship. At Port Adelaide the South Australian government was to provide a crane to land the locomotives and other heavy lifts, assisted by the crew. He estimated that Hydrabad could carry 1700 tons by weight, including some cargo on deck at the shipper's risk but at no extra charge.

 
The offer was accepted and within a fortnight Hydrabad was bound for Lyttelton in ballast. There had been little time to arrange a cargo and the ship's agents, Elder, Smith and Co., despatched only ten bales of cornsacks. The rest of the cargo comprised 45 tons of bark, 20 boxes of raisins, and 27 cases of stationery. In the cabin were Mr and Mrs Wakefield, Mr and Mrs Crosse, Mrs McLean, Mr Wheelwright and Mrs Holmwood and her son. The chief officer had left the ship at Adelaide and second mate J. List was promoted to his place, incidentally increasing his wage from $11 to $17 a month.

 
From 5 April 1878, when she sailed, until 12 April light
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 south-south-east winds were experienced. South of Tasmania a fresh west-south-west gale blew up but lasted only a couple of days. Thereafter the ship had light westerly and variable winds up the east coast of the South Island. Lyttelton Harbour was reached on Sunday 21 April and Hydrabad dropped anchor off Diamond Harbour before moving to her berth at Number One wharf to load her cargo of rolling stock.

 

 

 

 
Copy of the address presented to Captain Holmwood by Joseph Delahunty of Waterford, Ireland, on behalf of the immigrants.

 
ADDRESS


 to


 CAPTAIN CHARLES HOLMWOOD


 and


 OFFICERS OF THE


 SHIP---------HYDRABAD

 
Gentlemen — as the day is fast approaching when we shall leave your ship, probably forever, we wish to express to you our sense of your unvarying kindness and attention to our comfort — The excellent manner in which everything has been conducted on board is worthy of the greatest praise. Cleanliness and regularity have everywhere reigned supreme — It has been very pleasant for us to observe the ready willingness, with which all your commands have been obeyed: a sufficient
 


 tribute to your ability, and showing the thorough trust in the same, felt by all the members of your crew — Such observations have inspired us, in time of danger, with a confidence and presence of mind, we should not otherwise have felt; and has made us acquainted with the fact, that in a ship, commanded by a good Captain and well-officered, the greatest perils of the sea may be overcome with very little inconvenience to any-one on board.

 
We shall ever remember, with grateful feelings towards you, our passage to Australia in the "Hydrabad", and although we all long for the sight of land, it is merely, the natural inclination for a settled home, felt by all those who leave their native country for a foreign shore.

 
The interest taken in our amusements, by Mrs Holmwood has been extremely gratifying to us; and has made her liked and respected by us all. We sincerely hope and trust, that she may be spared to see her children grow up and become worthy types of their father.

 
In conclusion we again thank you heartily, for the kind and considerate manner, in which you have always treated us, and wishing you long lives and happiness.

 

 We remain Gentlemen,


 Yours most respectfully,


 Emigrants on board


 the Good ship 'Hydrabad'.


 
Signed on behalf of the Married people 
Henry Hunter  Edward Henry Clark

Signed on behalf of the Single Girls 
Charity Christopher
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3: The railways of two colonies

 
Had New Zealand's southern provinces agreed on a standard gauge for their several railways Hydrabad might never have made her voyage to Lyttelton. As it was Nelson opened its horse-drawn Dun Mountain Railway on 3 February 1862 with a three-foot gauge. Canterbury's first line, from Christchurch to Ferrymead, opened on 1 December 1863 with the Irish 5' 3" gauge. Southland built its railway between Invercargill and Bluff to the 4' 8 
1/
2" gauge, while Otago linked Dunedin and Port Chalmers with the narrow 3' 6" gauge. However, only 47 miles of railway had been built when in 1870 the New Zealand government's public works proposals stipulated a gauge not exceeding 3' 6". This did not immediately make Canterbury's rolling stock redundant for the province was permitted to complete the lines to Rakaia and Amberley using the broad gauge.

 
Canterbury had intended to have a 5' 6" gauge but adopted 5' 3" largely because the contractors for the Ferrymead line, Holmes and Company of Melbourne, were able to secure an unused 5' 3" locomotive from the Melbourne and Essendon Railway. This company had been formed in 1859 but never prospered and closed its lines in July 1864. Since Victoria's railways were constructed to
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 the broad gauge there was a cheap and immediately available supply of contractor's equipment and ordinary rolling stock.

 
Holmes and Company purchased two other 2-4-OT locomotives with side tanks for the 'Great South Line'. Between 1867 and 1874 they were joined by five 0-4-2 T locomotives ordered from the Avonside Engine Co. Ltd of Bristol, England. Instead of a tender they had a well tank beneath the boiler. In England they operated fast express trains or lightly congested local traffic in thickly populated suburban areas and they can hardly have been very suitable
 


 for lightly populated Canterbury where the demand was more likely to be for infrequent mixed trains running to a leisurely timetable. They were in fact often out of service, for the axle-loads were ill-proportioned to the rails, causing flange troubles, and before 1874 maintenance was poor. A light 0-4-OT shunting locomotive was built by Neilson and Company of Glasgow. This was nick-named 'Dolly Varden' after the character in Dickens's Barnaby Rudge described as 'the very impersonation of good humour and blooming beauty.'

 
Most of Canterbury's rolling stock of composite carriages, low, medium and high-sided wagons, horse-boxes and goods-brake vans was supplied by the Metropolitan Carriage Company of Birmingham, England. A small number of second-class carriages were built by Williams of Melbourne.

 
Conversion of the railway to the 3' 6" gauge began in August 1874 and was completed by the end of 1877. By then the Canterbury Provincial Council had been abolished (1876) and it was the New Zealand Government which put up for sale all the broad gauge locomotives, carriages and wagons. The Victorian Government not being interested, G. S. Whitmore, acting for the Minister of Public Works, inquired on 24 January 1878 if the South Australian Government wanted to purchase the surplus rolling stock.

 
By coincidence the General Traffic Manager of the South Australian Railways, Alan G. Pendleton, had written on the same day to his Commissioner of Public Works, George C. Hawker, of the need to increase the number of carriages to keep up with the growth, allow a margin for accidents and cope with Easter and Christmas traffic. The South Australian Cabinet approved Pendleton's request for eight carriages and two brake vans and at the same time
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 expressed interest in the New Zealand Government's offer.

 
South Australia had undergone 'railway mania' in the late 1840s when wealth from its silver-lead and copper mines and from its increasing acreage of wheatfields made Adelaide briefly the most prosperous of the Australian capitals. Its first line, between Adelaide and Port Adelaide, was opened on 21 April 1856, the first government planned railway in the British Empire. The line was soon extended to Gawlor in October 1857, to the mining centre of Morgan and to the wheat ports in the north. The growth of farming, mining and population meant continued expansion for the railways and the offer of the Canterbury equipment came at an opportune time. H. C. Mais, the Engineer-in-chief, reported to his Commissioner that all the rolling stock and especially the wagons, could be utilised.

 
Included in the offer were 8 six-wheel locomotives, 1 four-wheel shunting locomotive, 22 four-wheel carriages, (11 composite and 11 second-class), 2 brake vans, 4 horse boxes, 2 carriage trucks and 281 traffic trucks. The price asked was $50,000 free on board at Lyttelton. Mais was concerned that the freight bill would be very high unless the wagons could be dismantled but at the same time he told his government that if the equipment was truly 'as good as new' it would be worth $70,730 and if bought new would cost $107,630.

 
Mais was a public servant; the South Australian Government was keeper of the public purse. In instructing Mais to proceed to Lyttelton to thoroughly inspect the rolling stock Commissioner Hawker shrewdly pointed out that they were the only possible purchasers of the rolling stock. Any sum agreed on was to be off-set against 'what must be almost a total loss to the New Zealand Government.'
 


 Within six weeks of the original telegram Mais landed at Bluff from the Union Steam Ship Company's Arawata on 4 March 1878, and spent four days travelling to Christchurch inspecting railway works on the way. At Christchurch he examined the rolling stock and found it in very good order, with the engines and carriages excellent. This was a testimony to the work of J. G. Warner, Canterbury's locomotive engineer. All the boilers and machinery were minutely inspected by Mr Grayson, foreman of the Adelaide Railway Workshops. Faithfully carrying out his instructions Mais offered the New Zealand Government $26,000 for the equipment on 13 March. The government took six days to swallow its pride and recognise the reality of its situation. On 19 March the offer was accepted and at the same time Mais was invited to purchase the store of brass tubes, sheaves, rods, springs and other duplicate items. For these Mais paid $3,000, an apparently high price when compared with the amount paid for the rolling stock. Enquiries had already been made to charter one of the large vessels lying idle at Port Adelaide to transport the equipment. While Captain Holmwood was offering Hydrabad to the authorities in Adelaide, Mais was dealing with the agents of the ship Ellora which was the only ship available at Lyttelton. At 1,727 tons she was larger than Hydrabad and had a third 'orlop deck' which gave greater stowage facilities. She was owned by J. Blyth of Melbourne. Mais was a little put out by his government's acceptance of the Hydrabad. He pointed out the advantages of the 
Ellora and said that its agents' price of $6,000 for the freight included $1,319.50 for stowage.

 
By the time Hydrabad's charter was arranged the New Zealand Railways had already packed six of the nine
 


 engines and ninety wagons. It had been decided to take the sides off the trucks but to ship most of the rest intact. Mais departed Christchurch on 7 April, leaving Mr Grayson to oversee the dismantling and packing of the rolling stock.

 
Hydrabad berthed at Lyttelton on 22 April and her agents, Cuff and Graham, commenced loading the cargo on 1 May 1878. Altogether 2,511 separate packages were hoisted on board, a total weight of 1,050 tons including 20 tons on deck. The Hydrabad could not quite carry all the plant but Mais, who reported back to his government on 23 April, did not expect any difficulty in chartering space for the three locomotives and the balance remaining.

 
Hydrabad completed loading on Thursday 20 June. The wharf labourers went ashore for the last time, the debris of two months' stay in port was cleared away, and once customs clearance was obtained a tug towed Hydrabad out into the stream.
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4: The Hydrabad blown ashore

 
All was ready for departure on Saturday 22 June 1878 and with wind and tide being favourable the anchor was tripped at 2 p.m., the sails were unfurled and within an hour Godley Head was left behind. A moderate wind from the south-east and south soon had Hydrabad clear of the land.

 
During the night the breeze freshened into a gale and some damage was caused to the ship's head gear. On Sunday morning at 8.30 a.m. Hydrabad stood in for the entrance to Cook Strait. As the ship neared the steep and rugged cliff of Wellington Head (now Perano Head) on Arapawa Island the wind died away to a near calm. In the distance the ship Craigmullen, Captain Gordard, was sighted making for Wellington Harbour. The weather was fine and the winds continued light and variable so that it took until nightfall to fetch up to the two small islands known as the Brothers only five miles from Wellington Head at the western entrance to the strait. This was the last land sighted for twenty-four hours.

 
As the night wore on the breeze gradually freshened and came on to blow from the west. Out at sea the barque Thames bound from Adelaide to Auckland was fighting fearful weather with the sea continuously breaking over
 


 her. On the Hydrabad the barometer in Captain Holmwood's cabin had risen from 29.20 to 29.40. He consulted his copy of the New Zealand Pilot and found that this indicated north-west gales which, though of short duration, could be violent in the squalls. Accordingly he set a course which he believed would keep Hydrabad clear of the land. He ordered the yards braced up to bring the ship as close to the wind as possible and thus 'close-hauled' sailed on into the gathering storm.

 
By 6 a.m. on Monday 24 June the wind was blowing very hard and only the three lower topsails, the foretopmast staysail and mizzen staysail were being carried. Hydrabad was making good progress. At 9 a.m. Captain Holmwood sighted a ship he took to be the Pleione ten miles to windward. Pleione later reported seeing ' a large ship under three lower topsails standing to the northward' at 7 a.m. Pleione was making for Wellington with immigrants and the storm forced her to shelter for a week at Kapiti Island. She was towed into Wellington by the Hinemoa on the evening of 2 July 1878.

 
On the Hydrabad by mid-morning the wind was blowing so furiously that Captain Holmwood ordered the crew aloft to take in the lower fore and mizzen topsails. The men fought to keep their balance as the sails threshed about threatening to knock them from the yards. Once the topsails were furled the ship was down to its storm canvas, just enough to keep way on and allow it to be steered. At midday Captain Holmwood estimated they were twelve miles north of the Manawatu River and thirty-five miles off the shore. The weather was very hazy and the sea full of foam making it impossible to see anything. Captain Holmwood had in fact over-estimated his position off shore by ten miles. He now turned his ship away from the
 


 wind and the crew adjusted the yards and sails to bring her back up with the wind on the other side. Having 'worn' his ship Captain Holmwood was now heading on a south-south-westerly course.

 
The wind had become a violent gale and at 2 p.m. a heavy squall blew away the new lower maintopsail with a loud report. Once again the crew sprang into the weather rigging and were almost blown up the ratlines. Inching out across the swaying foot-ropes and vibrating yard they fought the billowing canvas until the weather side was tightly furled to the yard. The lee side remained set making the sail 'goose-winged' with only enough spread to steady the ship. This was no sooner accomplished when the foretopmast staysail blew away and, being an older sail, was shredded to ribbons. Such was the strength of the wind that several sails tightly furled to their yards were blown free of their restraining rope gaskets. This was later to give the false impression that Hydrabad went ashore with all sails set.

 
Since no sails could be kept on without being blown away the ship was allowed to drift under virtually bare poles. In ten hours she was to drift thirty-five miles. Captain Holmwood expected to make the shelter of Kapiti Island and he afterwards blamed a strong current setting in to the west for deflecting his ship from this course.

 
In the meantime, like any prudent mariner, he ordered the 28-pound lead to the fo'c'sle head to take soundings. The crew lined the weather side with coils of the lead line which they released as the lead sank to the bottom. By the time the ship had sailed its length the mate had bounced the lead to allow some of the bottom material to adhere to the groove in its base. The depth was read off and the line was rove through a snatch block and hauled up. This was
 


 quite a task but was kept up throughout the day. Soundings were of some help but it was impossible to fix an accurate position because the chart showed a relatively even depth of forty-six fathoms close in as well as off the land. As the ship was driven inexorably shorewards the crew were put to work laying out a hundred fathoms of chain to each anchor to have them ready to drop when needed.

 
At 7.30 p.m. the Manawatu light at Omarupapaku was sighted. Captain Holmwood tried unsuccessfully to work the ship off shore and by 9. 30 p.m. Hydrabad was in only eighteen fathoms. As a last resource Captain Holmwood ordered the anchors to be let go. The chains parted at once, snapping 'like pack-thread', and disappeared into the sea. In this moment of crisis the captain showed quiet self-possession and appeared to the crew the same as if he were a thousand miles at sea and in no danger. No-one knew where they were and breakers were appearing close under the lee. The men were getting up more cable and making preparations for going ashore. The foresail was cut loose and the yards squared up to allow the ship to run before the wind. At the wheel Captain Holmwood ordered Angus McLeod to hard up the helm. He span the wheel spokes as far as possible and the ship turned stem on to the beach: it was impossible to avoid going ashore and by driving straight for the beach Captain Holmwood intended to prevent Hydrabad broadsiding and spilling all on board into the raging surf.

 
With a jarring crash Hydrabad drove over a bank of sand but she continued to answer her helm and struck a second time further in shore. She carried on and struck a third time more violently than before. Her rudder hit ground, tossing McLeod into the air against the mizzen mast. A
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 heavy sea broke over the stern and would have washed him overboard had his leg not caught between two stanchions. Captain Holmwood was dashed violently against the mainmast and badly bruised, though he made no
 


 complaint. The concussion of the final grounding brought down the topmast head above the crosstrees, leaving it hanging and crashing beside the topmast. The backstays were cut to let it go over. The time was roughly 10.30 p.m. Amidst the wild and tumultuous seas the ship stayed upright.

 
In the utter darkness the crew made a general rush for the lifeboats but Captain Holmwood's orders prevented confusion and quieted their commotion. By their calm behaviour Mrs Holmwood and Mrs McLean, the stewardess, helped rally the crew's courage. The captain's wife was heard to remark, 'The poor old ship'.

 
Though those on board did not know it, Hydrabad had come ashore not quite two miles from Horowhenua Creek, almost equidistant from Otaki and Foxton, the only settlements of any size on the coast between Wellington and Wanganui. During Monday their residents had experienced the worst gale for fifteen years and had expected buildings to blow down at any time. In Foxton the wind demolished several chimneys; fences and outhouses were blown down; and the rivers were swollen by heavy rain.

 
The first anyone on shore knew of the wreck was at about 3 a.m. when residents of the tiny settlement of Hokio were awakened by the sound of rockets. Excited speculation was caused, for New Zealand was in the grip of a Russian scare and it was feared that Wellington was being bombarded.

 
On board the Hydrabad the injured McLeod had been tended to as much as possible and hot coffee was issued to all hands. The night was passed in reasonable comfort. At first light on Tuesday 25 June a boat was launched and all got ashore without difficulty. Mrs Holmwood refused to
 


 leave the ship until McLeod was safely away. Near the landing place were a few Maori fishing whares and these provided temporary accommodation. Messengers were sent off to the Hokio accommodation house and from there a groom rode inland to Rod McDonald's house at Horowhenua Lake to spread the news and borrow a horse for the Captain to ride to Otaki. J. R. McDonald, of Heatherlee, returned to the wreck with a horse and later in the day accompanied Captain Holmwood to Otaki.

 
Communication with Wellington was still by coach mainly along the beach. At 8 a.m. Hastwell, Macara and Company's coach reached the scene. The driver found the Hydrabad lying some fifty yards from the beach in six feet of sand and apparently uninjured. The captain was then still on board. Mrs Holmwood, and her son, Mrs McLean, and four of the crew including the injured McLeod were taken by the coach to Bright's Hotel at Otaki and medical aid was sent up. As the coach spread the news, people from the south gathered at the wreck.

 
At Foxton nothing was known of the stranding when the steamer Jane Douglas left the port at 2.30 p.m. However Charles Hartley hailed her at the river mouth and gave the news that a ship was on the beach. Captain Frazer crossed the bar and took Jane Douglas to within three fathoms of the shore and signalled an offer of assistance. No one was on board the ship but those on shore acknowledged by waving a flag. With the wind and sea being on the land Jane Douglas could do nothing and at 6.30 p.m. she steamed off for Wellington. The Tui, bound from Wellington to Foxton, also stood by for some time.

 
The first Wellington knew of the stranding was a message which Captain Holmwood sent that afternoon to his brother Bernard who was working for Zohrab, Knocker
 


 and Co., a firm of merchants. He also advised Lloyds' Wellington agents, Bethune and Hunter, and the ship's Lyttelton agents. Though he advised that all were safe, there was initially some confusion in Wellington because a large vessel was reported to be at anchor under Kapiti Island — but this proved to be Pleione. The newspapers suggested that H. M. S. Nymphe, recently arrived from inspecting food depots on Campbell and Auckland Islands, should be sent up. But it was the government steamer Stella under Captain McKersie which sailed, at midnight, to Hydrabad's assistance. The heavy sea running prevented her from getting close when she arrived at 9 a.m. on Wednesday morning. Captain William Bendall, the insurance assessor who had sailed up in her, considered Hydrabad uninjured. Stella returned to Wellington and was able to tow in the barque Wennington that evening.

 
Back at the wreck the weather had moderated on Tuesday afternoon and the first mate, boatswain and three apprentices were able to return to the ship to remove personal effects. The crew refused to go back on board. Captain Holmwood spent the night at Otaki but returned on Wednesday morning when Mr R. B. Wallace of the National Insurance and Mr R. M. Simpson of New Zealand Insurance arrived at the ship.

 
Captain Holmwood believed that once Hydrabad was lightened a little she would easily be towed off by a steamer working with a good gang of men. Though the weather was fairly fine, a strong west-south-west wind was blowing half a gale and a heavy surf was rolling into the beach which was white with the foam of the breakers. Hydrabad was reported lying as snug as if in dock and undamaged in any way but she was making a little water. Only three trips could be made between the ship and the
 


 shore for the boat filled every time it got alongside. The mate's group spent Wednesday night on board while the crew found shelter at Hastwell and Macara's stables at Horowhenua. The captain returned to Otaki.

 
During Wednesday night the gale increased and houses in Foxton were shaken. Thursday morning broke with a wild tempestuous sky and a roaring wind. The morning coach took half an hour to ferry across the swollen Manawatu River. However Hydrabad had not shifted, the sea was breaking safely outside her and she appeared safe from all but 'unprecedented elemental forces'. There was already pessimistic speculation that there was little chance of refloating her since she was embedded in seven to nine feet of sand. The crew on shore were on short rations because none could be sent from the ship. The injured A. B. Angus McLeod was sent on to Wellington Hospital. In the afternoon the wind dropped and chopped around to the south.

 
On Friday June 28, Captains Bendall and Scott were able to board Hydrabad by a cable stretched between the masthead and a post embedded in the beach. The heavy surf made this no easy task. They made a thorough survey of the hull and found it not in the least strained so that only a little water was being made. Captain Bendall thought that given fine weather the cargo could be landed safely and a powerful tug could refloat the ship. At her bow Hydrabad had five feet of water with nine feet aft and she floated at high tide.

 
The following night a severe gale set in and contributed to the exceptionally high tides raised by the earlier high winds. Hydrabad was driven a little further up the beach and altered her position by half a point. When Captain Bendall made a second visit on horseback on Sunday 30
 


 June he found the captain and crew living ashore. He recommended that the ship's yards be sent down to relieve the strain on the rigging. However the crew refused to work on the ship and Captain Holmwood had to hire seven or eight men from Foxton and a cook to undertake the necessary pumping. They were paid $1 a day and were left in charge of Chief Officer J. List. The rest of the crew were paid off on July 4. Thereafter the captain's injuries kept him away from the ship until September.

 
A preliminary inquiry into the stranding was held before Mr H. S. McKellar, Collector of Customs, on 10 July 1878. Captain Holmwood gave evidence of the storm and recounted his decision to put his ship ashore to save lives. He was supported by his veteran sailmaker, Henry Warnken, who had thirty-four years of sea experience, including a previous shipwreck at Port Chalmers. It was his opinion that everything which could have been done to save the ship had been done. The sails were good and the after ones were brand new, but no sails could have survived the wind that was blowing. To run the ship ashore was the only decision open to the captain.

 
The formal inquiry was held eight months later before C. C. Graham and Dr Driver, J. P. s, with Captain Frazer of the Jane Douglas and Captain Roberts of the Hermione as nautical assessors. Their judgement delivered by Graham on March 18, 1879 attributed the wreck mainly to the severe gale raging at the time and to the parting of Hydrabad's cables when nearing land. Captain Holmwood had done all in his power to save the lives of those on board. No blame attached to him. Chief Officer List was cautioned about the amount of care needed in keeping the log book and he was advised to devote some attention to the subject of compass errors in iron ships. There had been
 


 speculation that the iron cargo in Hydrabad had made her compasses vary to the extent that her master had lost his reckoning. The certificates of both officers were returned and the master was exempted from bearing the costs of the inquiry. It was a judgement with which no one disagreed.
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5: The first attempt at salvage

 
Captain Holmwood was optimistic that Hydrabad would easily be refloated once lightened by the removal of most of her cargo. But from the first there were others who saw little hope of getting her off the beach, and on 5 July it was reported from Otaki that 'tempestuous seas' had driven her so far up the sand that at low water she was almost dry.

 
Three groups of insurers were interested in the question of salvage. The ship was insured at Lloyds of London for $50,000 and the rolling stock was insured for the same amount. This risk was earned by several companies in Adelaide, the largest share of $13,000 being carried by the Mercantile Marine Insurance Company of South Australia. Captain Holmwood's freight money was insured by the South British, National and New Zealand Insurance companies. The Marine Underwriters Association held a meeting in Wellington on 4 July and decided to telegraph the South Australian Government asking them if they would be willing to take the cargo, if it was recovered, instead of the insurance money.

 
From 8 July 1878 tenders were called for the salvage of the hull, gear, fittings and cargo. The time was later extended but the only tenders were those submitted by S.
 


 Brown. He later said he sent a tender for $18,400 to Mr Simpson of New Zealand Insurance and asked for three months to recover the ship. His partners were a civil engineer and a dock builder. Neither this nor a subsequent tender were acted upon.

 
In the meantime the South Australian government was concerned that the delay in delivering the rolling stock could cost them $80,000. Their Adelaide insurers met and appointed Mr Boothby, secretary of the Mercantile Marine Insurance Company, to act for them all. He sent over Captain James H. Gibbon who arrived at Wellington on 12 August 1878. Captain Gibbon immediately went to the wreck and found that nothing had been done to save the cargo or clear the rigging. According to him Chief Officer List was amusing himself boating. List told him there had been six to seven feet of water in the hold. He was instructed by Captains Gibbon and Bendall to send down all the spars to ease the rigging. A contract was drawn up with a Mr Ross to land the rolling-stock for $1,870, Ross to find all appliances for the job. A few days later Lloyds' agent, Mr George Hunter, agreed that Ross should try to get the ship off and that he have the use of all the ship's gear. Hunter and Captain Holmwood verbally agreed that if Ross got the vessel off and it was worth $6,000 when it reached Wellington he would be paid that amount.

 
Separate tenders were invited on 31 August for the cartage of the cargo landed on the beach to the wharf at Hartley's Bend, Foxton, on the Manawatu River. No piece was to exceed three tons. This contract was let to the three-man syndicate of Bowe, Birchley and Company of Foxton.

 
Before Hunter would allow any cargo to be removed Captain Gibbon had to put down a heavy anchor and 200
 


 fathoms of chain to prevent the ship drifting inshore as she was lightened. This task was carried out from 2 October by the steamer Jane Douglas at a cost of $2,600.

 
Ross was now able to begin recovering the cargo. This was unloaded on a cable strung from Hydrabad's foremast to a post embedded in the beach. The ship's donkey engine was used to hoist the items up to a cradle which ran down the cable to the shore. Twenty to twenty-five tons a day could be landed by this method and by 11 October 150 tons of cargo were on the beach. This included two of the locomotives, a number of carriages and trucks and a large quantity of wheels and parts. Bullock drays conveyed these through the sand hills to Foxton.

 
To carry the cargo back to Adelaide the insurers chartered Elder, Smith and Company's 210-ton steamer Glenelg. Under Captain Robert Mailer she left Adelaide on 28 September and had light winds across to Wellington which she reached on 7 October. She could carry 150 tons of cargo and had a useful donkey boiler and steam winch. Gear for refloating the Hydrabad was taken on board and she sailed for the wreck.

 
Captain Mclntyre's recently refitted ketch Forest Queen was engaged as a lighter. On her first trip on 8 October she lay alongside Hydrabad over two tides and loaded a large carriage, axles, frames and springs and was then towed back to Wellington by 
Glenelg. F. A. Krull's brigantine Isabella was engaged as a second lighter at the end of October. Her hatches were widened so she could take in larger pieces of the rolling stock and Glenelg towed her up on 1 November. When the westerly winds were too strong to allow the lighters to go alongside the cargo was landed on the beach and carted to Foxton from where some of it was trans-shipped to Wellington by the Jane
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 Douglas. At Wellington a collecting area was established on the breastwork.

 
Hydrabad's owners, Stephens and Co., expecting a quick salvage sent out Captain King to take command once the ship was in Wellington Harbour. However, Bethune and Hunter, Lloyd's agents, remained in charge on behalf of the underwriters — though the position was complicated since Mr Ross was working both for them and for the cargo underwriters represented by Captain Gibbon.

 
At the beginning of November Glenelg put down another 2
1/
2-ton anchor and 105 fathoms of cable to prevent Hydrabad drifting inshore. Captain Mailer had
 


 offered the men on the ship $2 to work at night but they refused. Laying the cable was made difficult by the heavy seas and Captain Mailer had his foot jammed as the cable was paid out but he suffered no serious consequences.

 
This rough weather forced Glenelg to spend much of her time sheltering at Kapiti Island. In mid-November she was in company with thirteen other sheltering ships and was called on to try to tow off the ketch Elizabeth which was driven ashore on the island. Since it was impossible to lay alongside Hydrabad Glenelg, Forest Queen and Isabella loaded at Foxton. It was not until 30 November that Forest Queen could again unload from Hydrabad. The next day she transferred most of her cargo to Glenelg and Isabella in the lee of Kapiti Island.

 
So far there had been no loss of life associated with the stranding, but on 3 December 1878 the sea claimed a victim. Forest Queen was anchored a hundred yards from Hydrabad with Glenelg a little further off. Captain Watchlin, John Gibb the pilot, Peter Petersen the mate, and a seaman named Charlie were pulling from Forest Queen to Hydrabad when a huge curler rose without warning and broke on board their boat, capsizing it. The hands on board Hydrabad were roused from their dinner by shouts and quickly threw lifebuoys while Mr Ross and six men launched a boat. The accident was unobserved by those on Glenelg. Captain Watchlin had grabbed an oar and swam to the beach; Gibb climbed back into the boat and drifted ashore; Charlie was picked up exhausted by Mr Ross's crew but soon recovered on the Hydrabad. Petersen, disappeared however, and his body did not wash up until 5 December.

 
The three salvage vessels continued to work from Hydrabad and Foxton through December into January
 


 1879. On one occasion Glenelg showed her worth by towing both Forest Queen and Isabella into Wellington against the tide and a strong north-west gale.

 
As the amount of recovered rolling stock built up on reclaimed land at Foxton efforts were turned to trying to refloat the Hydrabad. Her hull was reported as perfectly sound. By 20 December she had been hauled out fifty feet and a week later she was making such steady progress seawards that it was confidently expected she would soon be out of danger. But on 27 December, a heavy westerly gale commenced and one of the anchor cables parted. Hydrabad slewed round nearly broadside on to the beach. The contractors pumped in a large quantity of water to keep her down and prevent her drifting back in shore. No apparent damage was caused and the water was pumped out in six hours.

 
Glenelg, Forest Queen and Isabella returned to Wellington on 31 December. Glenelg was advertised for sale without attracting a buyer. On 3 January she went on the slip and when leaving harbour the next evening she fouled the Isabella, carrying away a portion of her chain plates on the starboard side and ending the lighter's part in the salvage attempt.

 
Glenelg took up a large hawser brought from the wreck of the Southminster at Cape Campbell by the Stella for a second refloating attempt. Captains Holmwood and Gibbon went up to Foxton on the Huia on 7 January to supervise. Hydrabad was moved out a hundred feet and strongly stayed, but before Glenelg reached the scene the wind again foiled the attempt and Hydrabad had to be filled with water. Captain Gibbon later said Hydrabad would have been refloated had the Glenelg arrived.

 
Working close in shore among the breakers the salvage
 


 ships were often at risk. On 13 January Glenelg towed Forest Queen to the Hydrabad but as the barometer fell and another gale threatened she was towed out to an anchorage while Glenelg took tow of Hydrabad. Later Forest Queen was moved further out but Captain Watchlin was surprised that Glenelg anchored instead of making for Kapiti in the face of the rising northerly and drizzling rain. At 11 p.m. the wind freshened west-north-west dead on shore and Forest Queen sent up a flare but she failed to attract the attention of those on Glenelg. By 1.30 a.m. Glenelg had steam up and Forest Queen's crew stood by to take a tow. Terrific seas had been raised and Captain Watchlin and his cook could hardly control the helm. Glenelg could make little headway with Forest Queen in tow and seas were sweeping the ketch, putting all on board in grave danger. The towline parted, Forest Queen was unable to tack out to sea and by the time her anchor was dropped and took hold she had drifted considerably towards the beach. Captain Watchlin had the mizzen sail set to steady his ship, while Glenelg steamed twice around her before another line could be secured. The anchor was slipped but the line had fouled Glenelg's propellor and her mate severed the tow with an axe. Nothing could prevent Forest Queen going ashore and in an effort to smooth her path Captain Watchlin spilt oil overboard.' At 4 a.m. the ketch struck the beach at half tide. As soon as low tide enabled the crew to get ashore they deserted her. Forest Queen was left lying in three feet of sand.

 
Captain Watchlin blamed the incident on Glenelg's failure to tow him to Kapiti at the first sign of the storm but John Gibb thought this would have been impossible with only a four-inch hawser. It took a fortnight to kedge Forest Queen off the beach, an operation supervised by
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The U.S.S. Company Steamer Wellington failed to get close enough to Hydrabad to attempt to tow her off (Wanganui Regional Museum).


 Captain Bendall. On 1 February she sailed for Kapiti and four days later she arrived in Wellington for repairs estimated to cost $800. The consequences could have been far more serious and this method of trans-shipping Hydrabad's cargo was abandoned.

 
The storm had not altered the position of Hydrabad so Captains Holmwood and Gibbon returned to her on 17 January still hopeful of a successful relaunching. For ten
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The Goverment steamer 
Hinemoa was also sought for an attempt to tow Hydrabad off (De Maus Collection, Alexander Turnbull Library).


 days the weather continued fine, with a southerly wind and Glenelg was able to work at every tide. Out through the sand she moved Hydrabad; 118 feet on 20 January, 115 feet on the 21st, the smallest daily gain being 18 feet on the 26th. By 27 January she was out 584 feet from the beach and an ingenious arrangement of tackle was used to roll the ship in her sandy bed to loosen its grip. Two days later she was clear of the breakers but the weather had ominously begun to deteriorate and Glenelg had run short
 


of coal and could not tow her away. The Jane Douglas had been forced by the weather to land the coal at Foxton and when Glenelg arrived there the following day she was trapped in port for five days by storm conditions on the Manawatu bar. That same storm drove the schooner Pelican on to the bar where she remained for six days.

 
Glenelg took in the coal and a ballast of sand to give her more grip in the water, but in fact she did not have the necessary power to drag Hydrabad clear. Captain Gibbon recognising that a more powerful ship was necessary went to Wellington to seek the use of the government steamer 
Hinemoa.

*

 
Meanwhile Hydrabad was once more pumped full with 800 tons of water to weigh her down and three anchors kept her securely moored. On 30 January the Union Steam Ship Company's 429-ton steamer Wellington, arrived at the salvage site, but the opportune moment had passed and she could not communicate with Hydrabad because of the high seas running. She was forced to return to Wellington.

 
Because of the heavy surf rolling into the beach no supplies could be sent to those on the Hydrabad. On 31 January one of the Maori workers swam ashore and was lucky to be pulled exhausted from the water. Two days later a sheep was hauled on board through the surf. The sea was then breaking a mile out from Hydrabad but by the following day it had quietened sufficiently for pumping out to begin. Glenelg finally escaped from
 


 Foxton and proceeded to Wellington to take on eighty tons of coal. She had to shelter at Kapiti until rough conditions subsided. A good tide on 8 February 1879 enabled her to take up the tow again. As she steamed ahead, those on the Hydrabad heaved on the windlass which had a triple purchase on to the cable. All seemed to be going well: as the tide flowed, the ship moved seawards at every swell.

 
But appearances were deceptive. The strains set up by being partially afloat, added to the buffeting the after end had been taking from the breakers and the effects of the tow, had opened up leaks in the stern. By 10.30 a.m. the water in the holds was rising rapidly. Glenelg was signalled to cease towing. There was little point in hauling Hydrabad off only to have her sink in deep water. The pumps could not cope with the inflow and as the water rose to five feet in the holds the refloating attempt had to be abandoned. At 6 p.m. Glenelg steamed off for Wellington, leaving Hydrabad in a worse position than ever before.

 
Only a week earlier Bethune and Hunter had written a long letter to T. Stephens and Co refusing to accede to their request to abandon the ship. They expressed confidence that Hydrabad would be refloated and that the expense would be justified by the saving to the underwriters. Now, on 11 February 1879, they were forced to admit to Lloyds that there was 'no prospect of ever seeing Hydrabad in port'.

 
All parties concerned with the salvage met at Wellington and decided to run Hydrabad back up the beach as far as possible and try to find the cause of the leak. Once the cargo was fully discharged they would examine whether it was worth while to persist with the refloating attempt or whether the ship should be abandoned. The cables had
 


 been dropped and Hydrabad drifted in 200 feet. The water level continued to rise and she slewed broadside on to the beach.

 
A crisis of another kind had also been reached. Ross had been paying his labourers with promises rather than cash. Now that success had been snatched from their grasp they struck for their wages. Ross was besieged on board — for some of the men were not averse to taking out of his hide what they could not get out of his pocket. On 13 February Captains Holmwood and Gibbon accompanied Constable Purcell from Foxton to the ship. They could not find Ross at first but, following a tip, a second search found him in a railway carriage among the cargo. With the law protecting him Ross promised to pay what he owed to his disbelieving creditors. A week later Captain Holmwood turned him out since he would not fulfil his contract.

 
Ross left the district but not salvage work. In November 1882 he unsuccessfully tried to raise the steamer Westport sunk in relatively shallow water near Cape Campbell.

 



* Salvors recognize that a tug is of limited use in pulling a stranded ship off a beach. When the towing ship is not moving cavitation sets up around her screws, air gets sucked down and half the power of the screw is lost. The prolonged pressure of a ship pulling on winches is more effective and the sand will eventually give.
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Following the failure of Ross's attempt to refloat the Hydrabad the Adelaide cargo underwriters withdrew the Glenelg. Captain Gibbon, their representative, claimed the use of the Glenelg had cost them $2,400 for which they had received nothing. Ross had only taken out about a third of the rolling stock and Captain Gibbon thought he would have successfully refloated the ship had he removed another hundred tons. The underwriters now concentrated on recovering the cargo for the South Australian Railways. Glenelg sailed from Wellington on 25 February 1879 with a full load and arrived at Adelaide on 2 March. More than eight months had passed since the cargo left Lyttelton. The 231-ton brig 
Greyhound, which arrived at Wellington on 19 February, was chartered for a second consignment. She loaded at Wellington breastwork from 7 March and sailed for Adelaide three weeks later.

 
The position of the Hydrabad had been favourably reassessed and there were still hopes that she could be refloated. But first she had to be pumped out so that the remaining rolling stock could be removed.

 
Captain Gibbon sent up a pump and donkey engine on the Jane Douglas on 4 March. The cumbersome two and a half ton load was carted to the ship on one of Bowe,
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Bow view about the turn of the century — (Courtesy "The Chronicle", Levin).


 


 Birchley and Company's wagons. Within two days the pump was throwing out a large stream of water but when the level dropped to eight feet six inches the accumulation of debris blocked the pump. The leak in the stern was discovered and it was proposed to seal it with clay and cement. The work of unloading the cargo was then taken over by Thomas Bowe and Joseph Birchley. However, Bethune and Hunter, required Captain Gibbon to put up a bond before this work continued. Captain Holmwood allowed the contractors to use the ship's gear and to cut away part of the bulwarks to help the discharging.

 
Following the official inquiry into the stranding of the ship, held at Wellington on 14 March, a new survey was carried out by Captains Bendall and Frazer at the beginning of April. As a result they advised Captain Holmwood to sell the ship but he refused to consider this step until all the cargo was discharged. However after April he no longer remained by the ship.

 
As the cargo was unloaded it was stockpiled at Foxton and to take it to Wellington the 78-ton brigantine Laurel was chartered. She loaded at Hartley's wharf on the bend of the Manawatu River south of Foxton from 14 March to 1 April. To carry the ten-ton locomotive boilers along the beach a special wagon was built at Foxton by Thomas Easton. Its body and axles were made of solid rata, the axles being eighteen inches square. The wheels were eighteen inches wide and four feet in diameter and contained a hundred weight of iron each. Drawn by twenty-four bullocks it was busily employed from 9 May removing the rolling stock to Foxton. On 21 June 1879, fully a year after it was loaded at Lyttelton, the last of the cargo was discharged.

 
That same month, on 27 June, Chief Officer List
 


  

[image: Black and white photograph of the wrecked Hydrabad used as a prop for a fashion display.]
Backdrop for a display of contemporary fashion (G. L. Adkin).


brought an action in the District Court before Judge Mansford and a jury of four to recover $365.30 from the owners for his services in supervising the pumping and sending down the sails and spars. Captain Holmwood had discharged him about the end of March because he found his performance unsatisfactory. He had offered him $192.86 and had paid that sum into the court, but List claimed he was owed overtime. He said he had stayed by the ship because there were 'slight probabilities' of its being relaunched, particularly towards the end of January 1879. Captain Holmwood gave evidence that List would have been paid by Ross had the ship been refloated and then no action would have been brought. His lawyer
 


claimed no contract existed between List and Captain Holmwood but the jury rejected this defence and awarded List $318.42 and costs.

 
While this was going on Captain Gibbon was searching for a suitable ship to take the remaining rolling stock on to Adelaide. The Lyttelton shipping agents, Cuff and Graham, recommended the American ship 
Matilda which had arrived at their port from Bunbury in Western Australia with a cargo of jarrah timber and piles. Described as a 'fine looking and comfortable vessel' of 850 tons she was commanded by Captain Carver. Her original destination was Callao, the historic Peruvian port, but she sailed instead on 11 July 1879 for Kapiti Island. In the lee of the island she trans-shipped rolling stock taken out from Foxton on the paddle steamer Samson. This 180-ton steamer was chartered from the West Wanganui Coal Company which had just previously ceased operations. Samson sailed from Wellington on 19 July and was alongside the Matilda three days later. Bad weather still plagued the operation and she was forced to anchor for two days before she could return to Foxton.

 
Samson loaded the last locomotive at Foxton on 9 September; a week later she had cleared all the salvaged rolling stock. Captain Gibbon offered a reward of $2 to anyone pointing out any wagons from Hydrabad buried in the sand. Matilda and Samson arrived off Wellington on 21 September, and Matilda anchored in Fitzroy Bay. When a south-westerly gale arose Captain Bascand of the Samson took her in tow but could make no headway and she was re-anchored.

 
The gale moved round to south-south-east, making Matilda's position very unsafe. The following day heavy seas prevented Samson getting alongside and towards
 


 midday Matilda began to drag towards Barrett's Reef. Two hours later she was perilously close and Captain Carver displayed poor seamanship by not making an attempt to weigh his anchor and run for harbour. In the afternoon the Wellington pilot, Lancelot Holmes, managed to get on board and by dusk the ship had dragged clear of the dangerous reef. Samson had stood by until she damaged her steering gear which forced her to shelter in Worser Bay to make repairs. By midnight the wind lulled and Matilda could ride out in comparative safety. Hydrabad's cargo had had its second reprieve.

 
The 
Jane Douglas took down the final cargo from Hartley's Bend on 27 September. From Wellington breastwork Samson trans-shipped the rolling stock to the Matilda which was anchored in the harbour. On 7 October she sailed for Adelaide which was reached a month later. It had taken fifteen months to complete the salvage of Hydrabad's cargo and the effort had cost almost the whole $50,000 it was insured for. Since for many weeks much of it had been immersed in sea water when the Hydrabad was purposely flooded it is not surprising that the South Australian authorities were reluctant to accept it. This was the subject of court action in Adelaide in August 1880 when the government sued the cargo insurers.

 
Meanwhile, with the cargo fully cleared, Hydrabad was put up for sale 'as she now lies stranded on the beach at Foxton'. The auction encompassed her spare sails and spars, two lifeboats, surfboat, cutter, portable fire engine, chronometer, barometer, compass, dessert service and plated dish covers. There was a good attendance at Bethune and Hunter's Wellington, on 22 August 1879 but few buyers. The hull and appliances were bought by Mr Bernard Holmwood and a partner for $100. The ship's
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View from the stern in the 1960s (P. J. Leahy).

 
 chronometer was purchased by Mr Paul Coffey, of the Te Aro slipway, for $36 and the other items fetched $17.75. The four boats were not sold as they had deteriorated through lying exposed on the beach. It was a disappointing sale for Lloyd's agents who had hoped for a better realisation.

 
Mr Bernard Holmwood and his partner could not agree on whether to try to refloat the Hydrabad or dismantle her and consequently she was again offered at auction by J. H. Wallace, of Wellington, on 18 September. She was put up in seven lots: the hull and fittings, donkey engine, two fire engines, seven water tanks, two galley stoves, the medicine
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The cavernous, uncluttered tween deck is shown in this early photograph (R. Bowater).


 chest and the topmast and rough spar, 75 feet long, which was lying on the beach. This time there were no bidders but on 24 September the wreck was purchased by Mr W. Kelty, of Tokomairiro, Otago, for $220.

 
Kelty employed John P. Ella, one of Hydrabad's able seamen, to take charge of the ship and prepare for a further attempt at refloating. A new pump was sent up from Dunedin and landed at Foxton by the Jane Douglas on 14 January 1880. Kelty supervised the pumping out and by the end of February he was reported ready to begin winching the ship off the beach. However she remained
 


 deeply embedded in the sand and the work was temporarily suspended.

 
It was not until mid-December 1880 that Kelty returned and set the pumps going once again. No doubt the salvage workers enjoyed the Christmas Day race meeting which the Horowhenua Maoris held on the beach alongside the ship. Some 300 spectators were present and the scratch races provided 'some good fun if not much sport'.

 
By 31 December Hydrabad had been turned nearly half-way round and her head was lying in a north-westerly direction. The steamer Stormbird put down a 35-cwt anchor on 11 January with 240 fathoms of steel hawser linking it to the ship. Captain Dawson of the Stormbird reported that Hydrabad was in five feet of water at low tide. Kelty hoped to refloat her on the approaching spring tides and have her towed out to Kapiti Island by one of the coastal steamers and thence to Wellington. He left Dunedin on 18 February to supervise the operation and in the meantime his men were working to replace the lower six feet of the rudder which had been carried away when the ship grounded.

 
But the vicissitudes of the Hydrabad had not yet ended. On 21 February John P. Ella and four others — Hutchison, Maine, Murray and Spruce — were on board. They spent the day in the 'tween decks using the circular saw driven by the steam engine to cut up light driftwood as fuel. At 4 p.m. they knocked off for the day and the engine's fire was extinguished. All appeared well when the hold was checked at 9 p.m. and the men retired for the night, some to the forecastle and the others to the cabin at the stern. But an unnoticed spark was smouldering among the heaped up firewood and at 2 a.m. the men in the fo'c'sle
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An object of never failing interest (Frank O'Leary).


 were roused by the smell of smoke. A red glow from the hatchway told its story. Futile efforts were made with buckets and with the force pump to extinguish the flames. The men were forced to retreat over the side, wading shorewards through only a foot of water. Helplessly they stood by as the deck burst into flames and the fierce heat melted the metal masts and buckled the hull plates. At 6 a.m. the main mast toppled over the side followed by the mizzen mast an hour later.

 
The ship was gutted by the fire and prophetically the Manawatu Herald commented: 'the only thing that can be done with her will be to take her to pieces and cart the iron to Hartley's for shipment. If it will not pay to do that we may expect that for many generations the hull of the grand old ship will lie in the sand on the Horowhenua Beach.'

 
For five months the ship was left — until on 3 August 1881 Kelty offered her hull for sale without reserve at J. H. Bethune's auction in Wellington. Included in this sale were any remaining railway items (though none had been left), a large portable engine by Marshall Sons and Co., a centrifugal pump, donkey boiler and engine, steam winch, large bower anchor with two steel hawsers, spars and sundries. Evidently the fire had not swept through the entire hull.

 
Joseph Birchley purchased the wreck for the nominal sum of $10 and proceeded to strip it of every thing salvageable. Some of the cabin fittings and furniture had escaped destruction and these remain today in private hands. The ship's figurehead, three cannon and other
 


 fittings were bought by Andrew Jonson, a Swedish shipwright who was one of Foxton's pioneer businessmen. For years the figurehead stood in the front garden of his Avenue Road home, scaring generations of youngsters who ran past it. The navy tried to acquire it for the Devonport Naval Base in 1929 but transport arrangements fell through. In March 1933 it came to an ignominious and undeserved end when it was chopped up for firewood. Jonson kept two of the cannon and the third was mounted in Foxton's Ihakara Gardens but all three were dumped at some time. Members of the Holmwood family retain Hydrabad's barometer, a cabin desk and items of glassware and cutlery. The Bowe family also had linen and crockery from the ship but these were lost in a fire.

 
The hull was not suffered to remain at rest. An Auckland firm sent down a gang of men to dismantle it but their attempts to blow the plates off with dynamite only succeeded in blowing holes in the sides: the firm gave up. Pounding seas caused further hull damage, especially in 1905, but it was not until the late 1930s that the lower foremast finally fell.

 
Over the years the wreck became the district's major beach attraction, particularly after Waitarere was opened up, and local residents took a proprietary interest in it. When two young men from Palmerston North claimed the right to demolish the hull and sell the iron in 1937 protests came from all over the Horowhenua area. Nor were residents mollified by the promise of $4,000 for the Waitarere Domain. Though the Marine Department said
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The figurehead at Foxton (Alexander Turnbull Library).
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Cabin candle lamp in gimbles (Courtesy S. Jonson, Stoke).
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Carved panels from the captain's cabin (Courtesy "The Chronicle", Levin).


 


 the wreck belonged to no one, local opposition forced the abandonment of the scheme.

 
Similarly during the Second World War when rumour went abroad that pilots from Ohakea were to use the hull for bombing practice a public outcry prevented the ship's destruction. Commercial pilots had a better use for the Hydrabad as she was an important visual stage in the approach to Milson Airport in the days before radar.

 
Why has the Hydrabad lasted so long while most other wrecks on the New Zealand coast have long since disappeared? One reason must be the strength of her construction and the fact that her wrought iron resists electrolytic corrosion much better than would mild steel. The other reason is the build-up of sand along the Horowhenua coast which has saved her from too much pounding by heavy seas. However, she cannot last forever and in the 1970s her deterioration has markedly increased. Dangerous pieces have been removed to reduce the risks for young adventurers. Now it is only a matter of time before she breaks up entirely or is buried beneath the encroaching sand.

 

 

 

 


The Hydrabad

 

 
The derelict lies hard and fast,


 
Though now one hundred years have passed,


 
And all that's left is a rusty shell


 
Of iron and wooden masts that fell.


 
The shifting sands and rolling tides


 
Wash gently now her gaping sides,


 
And barnacles of shiny black


 


 
Are crusted on her broken back.


 
And many children laugh in glee


 
As they climb upon her gallantly;


 
With shining eyes and voices high,


 
They shout their orders to the sky!


 
Some are captains sailing fast,


 
Some are pirates at the mast;


 
Others talk of cabins bright


 
On that dim, fateful night.


 
The passing years move slowly on


 
And the Hydrabad will soon be gone;


 
But the thousands who have passed that way


 
Will remember long the happy day


 
They spent as children or adults,


 
Examining her rusty bolts.


 
The builders did their job so well


 
That even now, this crumbling shell,


 
Her rivets welded with the brine,


 
Holds back huge seas from time to time.


 
So there she rests with sea and tide;


 
With tons of sand and silt inside,


 
Until such time as destiny


 
Will take her gently 'neath the sea.


 
And on Waitarere's lovely shore,


 
The Hydrabad will rest no more;


 
But memories will linger on


 
Of a fine old ship so sadly gone.
 

 


Phyllis Purvis
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7: Captain, crew and cargo

 
At the time of her wreck Hydrabad carried a crew of 32 and two passengers. The crew comprised the captain, three mates, boatswain, carpenter, sailmaker, cook, eighteen able seamen, an ordinary seaman, four apprentices and a stewardess. The passengers were Mrs Holmwood and her son, Alan.

 
It is common for New Zealand families to trace their origins back to the ship their ancestors arrived on. A few families can date their New Zealand origins from the wreck of the Hydrabad. Chief among them are the Holmwoods — for the captain did not return to the sea but took up land in the Wairarapa.

 
He was born at Torquay, Devon, in 1835. His father was a member of Lloyds and Charles first worked for that firm in London. He had three brothers who must have had a similar wanderlust for at the time of the wreck Herbert was a high court judge in Calcutta, Thomas was in Australia, and Bernard was a member of the Wellington firm of Zohrab, Knocker and Company. Charles married Annie McLean Edgar who was born in Montreal in 1842. Her family could trace its origins back to the French settlement of Canada. Something of the captain's early sea-going career can be traced through the births of their
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Captain 
Charles Holmwood, Hydrabad (Courtesy Mrs. B. Mudgway).


 children, for Mrs Holmwood accompanied him to sea. If he was not, as one of his grandsons remembers, a good sailer and relied on a first-class bosun he was renowned as a navigator. He must have needed all his skill to have his wife safely in port when their children were born. Their eldest son, Charles, was born at Melbourne on 25 October 1862, and educated at Eton. Nellie was born a few years later in Nagasaki, Japan, Mrs Holmwood being one of the earliest European women to visit that country. Edgar Lowder Holmwood was born in Moffat, Dumfries, Scotland on 22
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South Australian locomotive built from the frames of Canterbury number 1, (Cedric Green Collection, New Zealand Locomotive and Railway Society).
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Dolly Varden as she was in South Australia. Built by Nielson of Glasgow, (O. A. Thomas).


 


June 1869. These three children were at school at the time of the wreck and did not join their parents until a year afterwards. Alan McLean Holmwood's birth at Bombay on 17 September 1873 has already been mentioned. Two further children were born in New Zealand: Bernard Desormeaux at Wellington in 1879 and Maud Desormeaux at Masterton. Desormeaux was an old family name.


 
While Captain Holmwood was engaged on the salvage work he lived at Whyte's Hotel in Foxton and the two families became friends. Within a month of the wreck he was considering settling in Foxton or Palmerston North. He was then aged 43. The Manawatu Times commented that 'being a gentleman possessed of large and independent means he would prove a most desirable addition to the settlers in the district.'

 
Whatever the real value of his means the salvage efforts soon wore them down. In an attempt to recover his costs he sued the Mercantile Marine Insurance Company of South Australia for $9,038. The case was heard before the Chief Justice over the 17 and 18 January 1881. The basis of Captain Holmwood's claim was that his expenses, which had been advanced by Bethune and Hunter and debited to him and the ship's owners, had been for the benefit of the cargo insurers. Thomas Bowe said his expenses would have been $1,600 more if the ship's gear had not been used. But Captain Gibbon, who said he had known Captain Holmwood for twenty years, claimed he had never authorised him to spend money, nor had he ever instructed him to do anything. Captain Holmwood agreed that reimbursement was 'never distinctly promised'. The defence challenged the general average statement, which apportioned costs between the owners of the cargo and the owners of the ship, saying it was incomplete and
 


 inaccurate. T. H. Mabin, who had prepared it, countered that Captain Gibbon had declined to give him any information. By the time complex evidence, including statements from South Australia, had been presented only three of the original fifteen issues were left for the jury to consider. They ruled that, 'although Captain Holmwood had incurred expense and lost gear in the interests of the cargo, he had not done so at the request of the defendants or their agents and was not therefore entitled to recover.' Prior to this case Captain Holmwood had purchased 76 hectares (190 acres) at Opaki, seven kilometres from Masterton. At 'Bushcroft' the family was together for the first time. The captain was no great success as a farmer and his sons contributed to the family income by undertaking contracting work in the district. On one occasion Edgar had to take a five-horse wagon laden with wheat to Chamberlain's mill in Masterton. A bridge across a small creek required new decking and the captain undertook to have the job done before Edgar came back. On his return Edgar demurred that the deck was too narrow but was assured that the captain had measured it carefully and that there were fully two inches to spare. Edgar replied that it might be all right for the captain to dock the Hydrabad with two inches to spare but he would be damned if he would drive a wagon with a five-horse team over such a small tolerance.

 
After eight or nine years the captain retired to Masterton and some years later leased the farm to his son Charles. Mrs Holmwood died on 11 March 1908 at the age of 66; Captain Holmwood died ten years later on 23 October 1918 aged 83. Both were buried in the Masterton cemetery.

 
Another New Zealand family who can trace their
 


 origins back to the wreck are the descendants of the ship's carpenter, Charles McLean, and his wife, Mary, who served as stewardess. Since Mrs McLean became more of a companion to Mrs Holmwood than a stewardess, they had probably sailed together for some years. After the stranding McLean sailed in the inter-colonial trade and his wife lived in Australia. Their son, Alan Holmwood McLean, was born in Lismore, New South Wales, on 21 May 1887. Shortly after this the McLeans moved to Port Chalmers where Charles became a shipwright with the Union Steam Ship Company. He had led an adventurous life since he left his birthplace on the Isle of Tiree, Scotland — for he had been shipwrecked off Cape Horn and been left with small-pox in Chile. His wife, Mary, was from London though her family had Danish origins. The McLeans had nine children, all of whom had successful careers, some with academic distinction.

 
The loss of Hydrabad was the unlikely beginning of a highly successful career at sea for one of her apprentices, Lionel Hugh Campbell Worrall. The apprentices were unpaid officer cadets, aged between 14 and 18. Merchant ships normally carried at least four. Worrall was born at Clonnel, Ireland, on 20 April 1860. He served his cadet training in H.M.S. Worcester, in the Thames, London, where one of his contemporaries, was Admiral Togo famous for his victories in the Russo-Japanese War of 1904-05. After the wreck Worrall stayed in New Zealand serving in sailing ships until he gained his Home Trade Mate's Certificate on 4 December 1884. He joined the steamer Huia as mate and a year later gained his Home Trade Master's Certificate. In June 1886 he joined the Union Steam Ship Company as second mate of the steamer Moa and was promoted to first mate of the Oreti in
 


 November 1888. He married and settled in Roslyn, Dunedin where he had a family of three sons and a daughter.

 
Having gained his Foreign Master's Certificate in November 1895 he was given command of the Mawhera on 31 May 1897. Successively he commanded the Wainui (1), Upolu, Mapourika, Rotorua (1), Penguin, Waikare, Monowai (1), Moeraki, Aparima, Talune (1) Marama, Mokoia and Manuka. In 1911 Captain Worrall was sent to Glasgow to oversee the completion of the passenger liner Maunganui which he commanded throughout the First World War, making many troop-carrying voyages. He took over the Mokoia in August 1919 and from her passed to the Manuka, and then to the Maunganui, Marama and Makura in the San Francisco Royal Mail Service.

 
Whenever his ship was passing the Horowhenua coast Captain Worrall would be seen looking through his binoculars at what remained of the Hydrabad. At that time the lower foremast was still standing and the foreyard and some of the shrouds and backstays were still in place. Captain Worrall was given special permission to exceed the company's compulsory retiring age and when he finally did retire, on 26 May 1926, it was as Commodore of the Union Company fleet, the senior position. He had given the company forty years service, twenty-nine of them as master and he had never had a serious accident. His manner was somewhat gruff but he was always courteous even though he preferred smoking his pipe to socialising with the passengers. During his retirement he was called on to serve as nautical assessor in the inquiries into the loss of the Manuka, December 1929, Tahiti, August 1930, Progress, May 1931 and Kaponga May 1932. He had moved to Wellington having been predeceased by his wife
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Lucy; by his eldest son, James, in August 1910; and by his marine engineer son, Esdaile, in Sydney in 1925. When he died after a long illness on 27 June 1944 he was survived by his daughter and son Leslie who farmed at Te Kuiti.
 

 
None of Hydrabad's officers are known to have stayed permanently in New Zealand. Though Chief Officer List stayed by the ship he may well have been too young and inexperienced for the responsibilities placed on him. Both Captains Gibbon and King criticised him and eventually Captain Holmwood and Bethune and Hunter agreed that his continued employment was a mistake.

 
The second mate, twenty-two-year-old Scotsman, David Wylie, was in more serious trouble. After the stranding he stayed at Westwood's Temperance Hotel in Foxton with Arthur Aldridge, another of the ship's apprentices. Aldridge had charge of List's revolver, but Wylie took it and sailed for Wellington in the Jane Douglas. There he was arrested on board the Tui before it left for Lyttelton. He was taken back to Foxton where the case was heard before Judge R. Ward on 17 July 1878. His explanation that he only intended to shoot seagulls and return the revolver was rejected and he was sentenced to three months hard labour in the Wanganui Gaol.

 
Of the rest of Hydrabad's crew only a few names and details survive. Two of the able seamen at least remained in New Zealand. Griffiths settled in Wellington where he founded a cartage business. John P. Ella stayed in Foxton long enough to work for Kelty until the fire. Presumably Angus McLeod, Henry Warnken, and the other members of the crew whose names were not recorded, returned to the sea following their discharge from the Hydrabad at Wellington.

 
It is hardly surprising that the South Australian
 


 Government was reluctant to accept the railway equipment originally shipped on the Hydrabad. Repeated flooding of the lower hold to prevent the ship drifting inshore must have caused considerable damage. It was not until December 1880, after the insurers agreed to pay $14,205 to the South Australian Railways for repairs that the first of the Hydrabad's Canterbury locomotives entered service.

 
However three of the locomotives were not among Hydrabad's cargo. They were carried from Lyttelton by the 1,332-ton Shaw, Savill ship Bulwark. She had sailed for Adelaide under Captain G. T. Seator on 5 September 1878 after ten weeks in port. In January 1879 the shunting engine Dolly Varden, now T class number 38, and Canterbury number 4, temporarily renumbered 42, began their new careers. Dolly Varden worked for twenty-six years before being condemned in October 1905 and scrapped in August 1909. The third locomotive, Canterbury number 3, joined number 4 in April 1880. They became 'E' class numbers 50 and 49 respectively. It was not until December 1881 that Canterbury number 2 entered service as 'E' class number 51. This locomotive was rebuilt in 1884 to take a tender and the former two were possibly similarly converted the following year. As tender locomotives they were reclassified 'EZ' until 1892. Number 50 was scrapped in 1900 but the two others were not finally disposed of until 1929.

 
The wheels and frames of Canterbury's number 1
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 locomotive were combined with parts from South Australia's number 2 in Adelaide's Locomotive Works and emerged as tender locomotive 56, class 'EZ'. She was in service from May 1882 until December 1904.

 
Canterbury numbers, 5,6,7,8, and 10 were renumbered 43 to 47 and became the first group of South Australia's 'M' class. They began operational service successively from December 1880 to November 1881 and were withdrawn during the First World War, for scrapping in 1922.

 
All the Canterbury rolling stock must have been mainly used in the south-east of South Australia, for after 1886 no further 5' 3" gauge lines were built for twenty years. The north and west of the state had 3'6" lines linking Peterborough with the Broken Hill mines and the wheat districts with the northern ports. Across the state ran the 4'8
1/2" gauge Trans-Australia line. However there was plenty of work for all the Canterbury equipment to help justify the expense and efforts of its recovery from the wreck of Hydrabad.
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8: The fatal coast

 
Sailing ship masters were always wary of a lee shore. Many preferred to avoid New Zealand's west coast altogether by sailing as far south as the Snares Islands and making their approach to port along the east coast. They treated Cook Strait with great respect because the westerly winds gathered strength as they funnelled through it and many a sailing ship spent days or even weeks trying to beat into Wellington. The entry to the strait from the west is marked by Kapiti and Stephen's Islands and if a captain made a mistake in recognising these in heavy weather the consequences could be disastrous. These three factors of lee shore, strong winds and difficult landmarks help to explain why the stretch of coast between Waikanae and Wanganui has seen so many notable shipwrecks.

 
Previous to 1878 the largest victims of this coast were the 442-ton schooner Manukau and the 493-ton barque 
Robina Dunlop. The former was wrecked near the Manawatu Heads on 4 October 1867 and the Robina Dunlop ten years later on 13 August 1877 at the mouth of the Turakina River. In both cases human error was the main cause of their going ashore.

 
A traveller taking a coach north along the coast from Wellington in October 1878 had the unusual and striking
 


 sight of three square rigged ships stranded on the beaches. At the mouth of the Otaki River lay the City of Auckland. Immediately north of her was the barque Felixstowe and a few miles beyond Hokio the coach passed Hydrabad. She was the only one of the trio to remain intact.

 

Felixstowe, a 379-ton wooden barque had gone ashore at 4 a.m. on Sunday 13 October 1878. As in Hydrabad's case a strong gale had blown throughout the previous day accompanied by heavy rain and terrific seas. The crew had been unable to shorten sail. The Court of Inquiry later found that Captain James Stuart Piggott had mistaken Kapiti for Stephen's Island in the thick weather.

 
Though the ship stayed upright four of the crew were to lose their lives in trying to get ashore. Their boat had broken free and drifted into the beach where it was recovered by a group of local young men. Led by William Jenkins, an ex-whaler aged nearly seventy, they used it to rescue the captain's wife and three seamen. A second local crew of J. Seymour, J. Harvey, S. Skipworth and J. Ransfield returned to the ship and advised the captain to wait until the sea went down. Their advice was disregarded and there were thirteen in the boat when it capsized in the breakers. Captain Piggott, Mr Lamont the first mate, Patrick Farrell seaman and John Newman Ginham an apprentice were drowned. (Ginham's name has also been recorded as Kingham, Quillam, Norman and Naughton). Only the body of the apprentice was recovered, but F. S. Simcox of Otaki was certain that the captain's body had come ashore and been rifled for his money, valuables and two watches. Mrs. Piggott had only been married a year and was expecting a child. A public subscription in Wellington raised about $300 for her. On 20 April 1880 Sir William Fox presented William Jenkins with the Royal
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The City of Auckland and Felixstowe ashore at Otaki — a water colour by 
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 Humane Society medal and the rescuers shared $100 voted by Parliament.

 
The day after the wreck Felixstowe appeared undamaged and W. J. Taylor, the second mate, took the crew back on board. But within a few days the pounding seas had opened a gaping hole in the bow where the planking was torn from the ribs. Wreckage was soon scattered along the coast. The sails and spars were salvaged by men working for Mr Ardern of Patea and Mr Oates who purchased the wreck.

 
Felixstowe was only five years old at the time of her loss. She was owned by Mr Vaux, a Harwick ship-builder, and had only recently entered the inter-colonial trade. She was carrying a cargo of coal from Newcastle.

 
The 780-ton 
City of Auckland was a larger and stronger ship, being of composite construction with iron frames but she too could not be saved. She had made nine trips with immigrants to her name port and in 1878 was bound for Napier with 225 immigrants and a crew of 33 as well as a load of railway iron for Napier and Auckland. All day on 22 October the ship experienced a north-west gale and fog came down at night. Captain George Ralls caught a dim glimpse of Kapiti Island which he took to be Stephen's Island and he altered course expecting a clear run through Cook Strait. The City of Auckland was under topsails when she struck the beach at the mouth of the Otaki River at 9.30 p.m. Panic ensued on board and was aggravated when Captain Ralls ordered the hatches battened down over the passengers. Frantically they burst out on deck and Captain Ralls had to place a guard on the boats. At 8 a.m. he sent off a boat to Otaki for assistance. He had to threaten to shoot the first person rushing for the boats but all were safely launched and, with a line paid out from the
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 ship preventing then broaching to, they successfully negotiated the heavy surf. Everyone was accommodated in the native hostel at Otaki where Maori residents fed them with locally donated beef and potatoes.

 
Once on land some of the migrants continued their unruly behaviour to the extent that rumours reached Foxton that they had pulled down the hotel. Three special constables were sworn in to help keep order. Two days later the government steamer Hinemoa took most of the migrants on board at Waikanae before continuing bad weather forced her to leave. The remainder were taken on by coach. Some settled in Wellington but most were ferried round to Napier. The ship was so high that drays could go alongside to recover passengers' luggage.

 
At the inquiry the nautical assessors failed to agree on why the City of Auckland stranded. The chairman, Wellington's resident magistrate, gave an independent judgement of no negligence and returned all the officers' certificates. However he said that Captain Ralls had misread his mileage scale from the longitude instead of the latitude, a mistake arising from practices 'reprehensible' but common in the merchant service.

 
The cargo was landed, using two wire ropes slung from the ship. Opinions differed on whether she could be refloated. Some, including Captain Fairchild of the Hinemoa, believed she was irreparably damaged from the first. On 25 October, her stern post and forefoot were reported sprung but a survey on 20 December declared her undamaged. However she could not be refloated and her remaining crew dismantled her gear. The wreck was purchased by J. C. Cooper, a Wellington man who made a practice of buying up wrecks, for $300 on 29 January 1879. Captain Williams bought the sails for $120 and Mr
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 Boonstra paid $25 for her pig iron. Cooper kept only the steering wheel, binnacle compasses, bower anchor and chain and a few days later sold the hull to Bowe, Birchley and Co. They intended to try to refloat the ship by diverting the Otaki River through a cutting on to her hull. Though this did not succeed the same method was used a decade later to salvage the Weathersfield.

 
Recovering the cargo and dismantling the ship occupied nearly every Maori in Otaki. They established a large camp on the beach. Several ships entered the Otaki River to ship out the salvaged material. These included the paddle steamer Lyttelton, the schooner 
Colleen Bawn and the ketch Elizabeth. The steamers 
Jane Douglas and 
Stormbird loaded in the roadstead. As at the Hydrabad this work was not without risk and on 23 April 1879 the Colleen Bawn was driven on to the beach.

 
Dismantling the wreck continued into 1881. Many of the ship's fittings and furnishings, including her figurehead of a woman in white with hands crossed over her breast, her ornate scroll and bell, were sold locally. What remained of the hull was soon buried in the sand to be occasionally uncovered by high seas. When 
W. F. Massey became Prime Minister some of her timber was recovered and carved into a walking stick for him as a memento of his arrival in Auckland on the ship's second voyage. One of the iron masts remained a prominent landmark off the beach until felled by a flood on 22 December 1936.

 
Though Felixstowe and City of Auckland disappeared, Hydrabad does have one companion wreck which has survived to the present. This is the 404-ton barque 
Fusilier which lies partly buried in sand-dunes near Santoft.

 
Fusilier arrived in Wellington from New York in December 1883 and sailed on 4 January 1884 with 160
 


 tons of ballast on board to pick up a cargo of grain from Adelaide. Ten days passed before she rounded Cape Terawhiti for she was a slow and awkward sailer. A heavy gale sprang up and at times Captain J. N. Harkness could not see a hundred yards from the ship. The wind drove the barque inexorably into the bight and, after consulting with his officers, the master decided to beach her to save the lives of the crew. At midday on 16 January 1884 she drove into the sand five miles south of the Turakina River. Each tide carried her further up the beach and at low tide she was high and dry with four feet of sand around her hull.

 
The official inquiry established that the ship was well found and fully equipped, and attributed the stranding to the leewardly qualities of the ship, the hazy weather and the effect of the wind repeatedly heading her. Some of the crew gave evidence that the ship was deliberately placed in a dangerous position since she was losing money for her owners but this was denied and the officers' certificates were returned.

 
Fusilier was built in 1860 and owned by E. C. Friend and Company of Liverpool. She was sold for $500 and salvagers were soon at work. On 25 March the steamer Tui ran out a kedge anchor for a refloating attempt and on 12 May Fusilier had been shifted fifty feet. She was to get no further and the difficulties forced her abandonment. Her spars and one of her masts were sold and were used in various woolsheds and farm buildings in the district. The hull and two masts remained intact despite serving as a target for Ohakea pilots during the Second World War. However after 1949 the masts fell and the sand-dunes encroached over the hull, separating it from the beach.

 
Four years after the Fusilier stranded two more large sailing ships went ashore on the same coast but both were
 


 eventually refloated. In 1878 Hydrabad and Pleione had been in the same storm; in 1888 Pleione nearly shared Hydrabad's fate. A Shaw Savill and Albion ship of 1,139 tons she had made a fast passage of 84 days from London. Captain Culbert had sighted no land until Kapiti Island appeared through the haze. As many had done before he mistook it for Stephen's Island and shaped his course accordingly. It was a course which took his ship on to Waikanae Beach. 14 March 1888 found Pleione battling a strong north-westerly gale. Sails were reduced to topsails and jib. The night was very dark and at 2 a.m. on 15 March the ship struck the beach. The captain launched the boats at 4 a.m. but his own boat was capsized in the surf. Second mate Liddiard rescued Mrs Grundy and Mrs Foster, two of the passengers, but a seaman, Belcher, was drowned. The captain injured his back.

 
Pleione was an iron ship and she made little water. A few weeks after her stranding she was high and dry at low tide and was described as a lost ship. The cargo and passengers' luggage were safely landed and refloating attempts began. On the morning of 28 July Pleione was floated off by Captain Babot, Shaw, Savill's Marine Superintendent, and towed round to Wellington by the Omapere.

 
Captain Culbert was found to have committed an error of judgement in relying on his chronometer when it was found not to agree with the mate's and for proceeding at night without verifying his position by soundings. He was ordered to pay the costs of the inquiry.

 
The second ship to be driven ashore at this time, the 1,100-ton barque Weathers field was not as fortunate as Pleione; her recovery was to take four years. 
Weathersfield had made her landfall from Brisbane at Cape Farewell
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 where she was becalmed for several hours. A breeze developed at nightfall and Captain Robert Sherris set course south-east by south for Wellington. At 4 a.m. on Sunday, 6 April 1888, Weathersfield took the ground near the mouth of the Waikawa Stream, almost midway between the wrecks of Hydrabad and Felixstowe. Captain Sherris blamed the accident on the strong current setting in between Kapiti Island and the mainland. The crew of
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twenty all landed safely and later returned on board. Weathersfield was carrying only 450 tons of ballast.

 
After inspection the ship was condemned and was purchased by James Waller, an Auckland merchant. He resold her to Captain J. C. Cooper, of Wellington, for $950. Attempts to refloat her bankrupted her salvagors until a syndicate of T. G. McCarthy, a Wellington brewer, Joseph Saunders, contractor, and Frederick Bright, an Otaki sheepfarmer, acquired her. Under their direction and with tremendous efforts the waters of the Waikawa Stream were diverted by a wall of sand-filled bags on to Weathersfield's hull. Taking advantage of a high spring tide the tug Mana towed her off the beach at 1 a.m. on 25 October 1892. She was taken round to Wellington by Mana and Hinemoa.

 
Weathersfield was re-registered in Wellington in July 1893 and T. G. McCarthy, the managing owner, sent her off to London. In 1895 she nearly ended her days on Stephen's Island when contrary winds prevented her entering Wellington Harbour from 23 November until 7 December. After a dozen years trading across the Tasman, she was bought by the Union Steam Ship Company in 1908 to be hulked. She was on her way to Suva in April, 1909, when she lost her canvas in a gale and her master decided to return and refit. She was swept in close to Hokio Beach and anchored close to the Hydrabad. Fortunately her anchor held throughout 23 April and the steamer Wootton, which was standing by, was not needed. The tug Terawhiti towed her back to Wellington and she
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 eventually reached Suva on 5 June. Following twenty years as a hulk she was scuttled at sea off Suva on 18 February 1928. Perhaps the strength of her hull was due to the fact that, like the Hydrabad, she had been built in Port Glasgow in 1865.

 
Back in 1878, following the wreck of the City of Auckland, Captain Fairchild of the Hinemoa had urged the government to place a light on Kapiti Island. He claimed that a dozen ships a year mistook it for Stephen's Island and that the three strandings of Hydrabad, Felixstowe and City of Auckland had cost insurers $220,000. The Secretary of the Marine Department echoed his plea annually. He wrote in 1881: 'It cannot be said [Cook] Strait is well lighted until a light is placed on Stephen's Island. Strangers, it is alleged, on entering the strait from the westward at night are inclined in their anxiety to keep clear of Stephen's Island, to give it so wide a berth that they run the risk of being embayed in Wanganui Bight.' An inspection of both Kapiti and Stephen's Island was made but no action was taken until the stranding of the Weathersfield. Work commenced on Stephen's Island in 1892 and its light was lit for the first time on 20 January 1894.

 
However there were to be other strandings on this coast and even steamers were not immune to the effects of the current. The 7,595-ton Indrabarah was standing off Wanganui on 10 May 1913 when she got in among the breakers three or four miles north of the Rangitikei River. The weather was stormy and, despite the master's efforts
 


 to go astern, the wind and sea drove the steamer very close to the beach. Many thought she was lost but after jettisoning 2,000 tons of her tallow and hauling out on her own hawsers she struggled free on a high spring tide on 6 July. The tug Terawhiti stood by and accompanied her to Wellington. Indrabarah's cargo of frozen mutton was saved, but the ship herself was unlucky, and had several further accidents. In 1924, as the 
Port Elliot, she was totally lost near Horoera Point, East Cape. Better known is the total loss of the 
Port Bowen at Wanganui in 1939 when tremendous efforts could not free her from the grip of the western sands.
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Postscript

 
On Saturday, 24 June 1978, a crowd of several hundred people gathered at Waitarere Beach to mark the passing of one hundred years since the stranding of the Hydrabad. The event, and the preceding publicity, were organised by the Hydrabad Centennial Committee chaired by Mr M. W. Langevad and comprising Mrs P. Hyde, secretary-treasurer, a great-granddaughter of Captain Holmwood, Mesdames G. Spicer and M. Smillie, Messrs L. Bennett, R. Bowater, A. Russell and Captain P.J. Leahy.

 
A plaque briefly describing the stranding was unveiled by the Deputy-Chairman of the Historic Places Trust, Mr K. Rowe, who said that the Hydrabad is only the third ship to be so honoured, the other being the 
Brampton, wrecked in the Bay of Islands in 1823, and H.M.S. 
Orpheus, destroyed on the Manukau bar in 1863.

 
Before the unveiling, Captain Leahy gave an account of the history of the Hydrabad, the circumstances of her going ashore and something of the subsequent salvage efforts. Mr J. Holmwood spoke of the ship on behalf of Captain Holmwood's descendants, nearly forty of whom were present. What the stranding had meant to the early settlers of Foxton was explained by the Mayor of Foxton, Mr D. P. Hunt, while the Deputy-Mayor of Levin, Mr J. E.
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 Boldenson, referred to the event as virtually the first wreck on State Highway One, as the beach was the main highway in 1878. Mr J. S. Blenkhorne, Chairman of the Horowhenua County Council struck a responsive chord with many older people present by recalling childhood memories of visits to 'The Wreck', which were always the highlight of holidays spent at Hokio Beach.

 
After the ceremony an exhibition of Hydrabad relics and photographs, organised by Mr R. Bowater, was opened to the public, and many personal friends of the old ship paid her a visit as she lay basking in the sunlight and publicity.
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For researchers interested in fuller details of the sources, copies of newspaper extracts, letters, etc., will be deposited with the Ship and Marine Society's Library which is housed in the Wellington Harbour Board Maritime Museum.
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* * * *
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