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ur readers who have followed the Mains’l Haul over the

past several issues may have noticed a change in the way

the articles are organized. First with the Berkeley issue,
then with the Endeavour, and now in the present issue, we have
attempted to organize the subject matter thematically, presenting
the research of several scholars working
on a common topic, each with a unique
perspective. While we will not be able to
do this with every issue, the ability
to present several thematic issues in
succession marks an important waypoint
in the development of the Mains’l Haul
and also the way we are conceptualizing
our regional maritime history.

First of all, we are able to devote entire issues of the journal
to a single topic because there are more historians than ever
interested in maritime history. Once something of a niche field,
this growing interest on the part of historians is reflective of an
increasing general awareness that our historic relationship to the
sea is central to the development of the world we live in. We
saw this recently when the San Diego Congress of History met
for its annual conference on the Berkeley and local historians
presented their research for three days, all devoted entirely to
regional maritime history. Their intensity of interest is mirrored
in the increasing demand for our educational programs, in pub-
lic response to historic replica ship visits and new exhibits, in
the doubling of our membership over the past four years, and in
patterns of museum attendance.”

Secondly, we are beginning to understand that our maritime
history has been shaped by historic forces in which various fac-

FROM THE

HELM

tors interrelate in complex ways. Maritime history, in other words,
is not a series of restrictive unconnected episodes, but a rich cohe-
sive drama that encompasses vast distances of ocean, the attributes
and resources of the natural world, enormous cultural diversity,
worldwide political and economic devel-
opments, and a spectrum of intellectual
achievement in science and technology.
Any maritime topic, in other words, can
be sliced a number of different ways and
Mains’l Haul is maturing in its ability to
reflect a complex understanding of how
maritime enterprise has shaped our lives
through a diversity of paths.

Consider, for instance, the subject matter of this issue. But for
very odd and unlikely circumstance, it might have been Asians rather
than Europeans to achieve maritime ascendancy, establish seaborne
trading networks and empires, and export their culture, by cannon
fire if necessary, all over the earth. Certainly by the eleventh century,
seafaring peoples from Asia had colonized most of the islands of the
Pacific through spectacular achievements in navigation and seaborne
migration. In the fifteenth century, while the European states of the
Mediterranean were losing a centuries-long contest with Islam for
maritime control of that sea, when Portuguese caravels were creeping
slowly and tentatively down the west coast of Africa, China reigned
supreme as the greatest seapower thus far in history. Already an
imposing seafaring nation by 1403, upon imperial direction of that year
Chinese shipyards in Fujian began an aggressive shipbuilding program
that resulted in the construction of two thousand large seagoing ships
during the next sixteen years.> Ming histories record that the largest
ships of this program were elaborate nine-masted vessels of up to 440

A lone figure sits in the sampan tied astern of what is probably
the Hazel, San Diego Bay’s last working junk, about 1910. His
blurry silhouette may be the only

surviving image of a local Chinese fisherman.

This issue of Mains’l Haul is dedicated to providing a closer
look at the lives of all the pioneering Asian

fishermen whose contributions to Southern California’s mari-
time heritage are frequently overlooked.

San Diego Historical Society Photograph Collection
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feet on deck.® In addition to a general expansion of maritime com-
merce and naval activity, between 1405 and 1433 China sent seven
massive exploration and trading expeditions ranging from the East
Indies to the Indian Ocean and the east coast of Africa. Fleets consist-
ing of up to three hundred ships and 30,000 mariners, heavily armed
and possessing vast inventories of trade goods, spread across the seas
and coastlines of the East, everywhere inspiring awe and respect for
Chinese technical and cultural attainment. Had this trajectory contin-
ued, somewhere off Africa in 1497 the small India-bound squadron of
tiny caravels commanded by Vasco de Gama might have run smack
into a powerful Ming treasure fleet on its way to Europe. We could
amuse ourselves indefinitely in considering the possible outcomes of
such an encounter.

As we know, this was not to be. An internal power struggle
in the mid-fifteenth century resulted in a shift in Ming policy
from seafaring and trade to an inward looking, Neo-Confucianist
isolationism. This emphasis was based on the reasonable assump-
tion that Chinese cultural superiority was so overwhelming that
contacts with the outside could only be corrupting and decadent.
Since the outside world had nothing to offer China, governmental
attention turned from the sea to the building of roads and canals,
the dismemberment of China’s seapower, and the migration of
population away from the seacoast.* By the mid-fifteenth centu-
ry, it became a capital offense to build a seagoing junk with more
than two masts and in 1525, an imperial edict authorized coastal
officials to destroy all seagoing ships and place their crews under
arrest.>

A little less than four hundred years later, a few Chinese mar-
iners reached San Diego. In an efficient and quiet manner they
began to build ships and to build lives. The terms and nature of
enterprise were quite different now that other people had learned

1@ f[larbor

to dominate the sea and use it to their advantage, but some
aspects remained the same. Like their ancestors, these Chinese
fisherman used the tools their culture had given them in an effort
to make the sea their own, facing the difficult task of

sustaining and imprinting that culture on a foreign seacoast in the
midst of a suspicious, protective, and sometimes hostile society.
In the course of their enterprise, they ignited what was to become
one of the world’s great fishing industries and added immeasur-
ably to the economy and color of a growing San Diego. In these
pages you will see old photographs of their junks anchored off
New Town. The images are grainy and, to an historian, madden-
ing in their lack of definition and detail. But in one way, the ambi-
guity of image is an advantage. Off beyond the junks, in the gray
distance of centuries, you can almost make out the fabled treasure
fleets of Zeng He.

1 The 85,000 museum visitors of 1994 were 93% outoftown tourists
and 7% local residents. In 1998, the 160,000 museum visitors were
75% outoHown tourists and 25% local residents, representing an
almost seven fold increase in San Diegans coming fo the Museum.

2 Bruce Swanson, Eighth Voyage of the Dragon: A History of China'’s
Quest for Seapower (Annapolis: Naval Insfitute Press, 1982): 32-33.

3 lovise levathes, When China Ruled the Seas: The Treasure Fleet
of the Dragon Throne 1405-1433(Oxford: Oxford University Press,
1994): 79-82. Some modem historians have revised assessments of
size for these ships fo approximate that of the largest recorded junks of
recent fimes, which would suggest vessels of slightly less than 200 feet
on deck.

4 Swanson, 4041.

5 lbid., 43.
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THE CHINESE FISHINC

The Beginning of Chinese
Immigration to America

In order to better appreciate the
story of the Chinese contribution to
San Diego’s maritime history, one must
first understand the background of early
Chinese immigration to America. The
Chinese did not begin to migrate to
America in significant numbers until
after the discovery of gold in California
in 1848. Thanks to their association of
California with gold, early Chinese immi-
grants referred to it as Gum Saan, or
“Gold Mountain” in Cantonese.

Besides the lure of gold, several fac-
tors contributed to Chinese migration
in the Nineteenth Century. Canton,
the capital of Guangdong Province, had
a history of foreign contact, maritime
trade, and related manufacturing. For
many years after its opening in 1757,
it was the only treaty port with the
Western Powers, and when the British
established the colony of Hong Kong
as a result of the Opium Wars, the area
became an even greater center of trade.
During this period the region was rav-
aged by flood, famine, war, and rebel-
lion, including the Opium Wars of
1839-42 and 1856-62, the Taiping
Rebellion of 1851-64, and fighting

The boats at right are locally-built junks, moored
between the wharves of the Pacific Coast Steamship
Company (foreground) and the Santa Fe Railway.
North Island and Point Loma form the backdrop in
this photograph, taken about 1890.

San Diego Historical Society Photograph Collection
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Deaths of Chinese
Fishermen Reveal
Their Lives

Though time has erased most traces of Southern California’s
pioneer Chinese fishermen, the deaths of a few offer some
of our best glimpses into their lives. San Diego County Cor-
oner's reports from the nineteenth and early twentieth cen-
turies suggest the hardships of life for the Chinese here. The
two documents excerpted below have never been published;
in them, long-silenced people speak again in their own
words. The punctuation and abbreviations have been left

as they appear in the originals.

A Chinese Fisherman's Wife Battles the Sea

From the San Diego County Coroner’s Inquest,

November 2, 1878:

H.S. Leland, [Captain of steamer Santa Cruz] having been duly
sworn testified

...about 3 miles S.W. from Point Loma, we heard a Chinese woman
calling for help; | stopped the str., lowered a boat and went to the
fishing smack. | bring her on board the str., when she said her
husband was on the little boat & drowned. We then went back
and took boat & body on board & returned to port. She said they
had been out since Tuesday. There were only these two on board.

H.S. Leland

Mrs. Pat [speaking through interpreter Ah Chung] having been
duly sworn testified

| know the dead man; his name is Ah Sing he is my husband; he
was 45 years old; we went out in the fishing boat

Thursday; there were only two of us. On Thursday it was very
rough; the boat capsized in the kelp and threw us both out. | got
on the bottom when it turned right side up. | tied him to the boat
with a rope and the tossing of the boat was what hurt his head.

| pushed the boat toward him and caught him by the head. We
had no fight. | could not hail the steamer when it was coming in
but did so as it went out. He had been dead 24 hours when the
steamer rescued us. The deceased came from China 4 years ago.
He had no property except the boat. We lived in La Playa.

X Mrs. Pat her mark

Luw Fook being duly sworn testified
I live at La Playa, am a fisherman; | knew the dead man, his name
was Ah Sing. | saw him alive Thursday morning at 3 o' clk; he was
going to fish. Nobody but his wife went with him. He has 200
or 300 pounds of salt fish at La Playa worth 2 1/2 cts. per pound.
The boat belonged to him, he had no money; he and his wife
agreed well together.

N
[The Coroner’s verdict]
Accidental drowning from a fishing boat,
about 3 miles S.W. of Point Loma

— excerpted by Mark Allen from documents in the San Diego
Historical Society Collection

between the Punti and Hakka factions of the Canton
area. These conditions created a situation similar to
that which caused people to emigrate from Europe in
search of a better life for themselves and their families.
The Chinese, like many Europeans, originally intended
to sojourn and return with their fortune to their native
villages.'

The principal port of entry to the U.S. for Chinese
immigrants was San Francisco. In the early years there
were no immigration controls, and before the Civil War
immigrants were welcomed no matter where they came
from, because there was a shortage of laborers. Most of
California’s early Chinese immigrants were involved in
mining, while others were employed as domestic
servants, gardeners, and launderers. The construction of
the western half of the transcontinental railroad by the
Central Pacific demanded a large labor force, for which
around twelve thousand Chinese proved themselves
willing laborers. Others were involved in construction
work such as land clearing, flood control, and irrigation,
while the growing industries of the West employed Chi-
nese in the manufacture of clothing, shoes, and cigars.
Many others entered occupations with which they were
familiar back in their homeland, such as agriculture and
fishing.

Origins of the Chinese Fishermen

Since fishing was a familiar activity for many of the
Chinese, the early immigrants quickly took it up in the
bountiful waters along the California coast. In the San
Francisco Bay area, the Chinese focused on shrimp
fishing, while at its peak Monterey had two hundred
fishing huts. Fishermen began taking abalone there in
the 1850s and ‘60s, diversified in the early 1870s during
their boom years, and then specialized in squid during
the next decade, as competition from Italians and Portu-
guese and restrictive legislation threatened to drive them
off. Santa Barbara also had a few fishing companies and
fishermen who gathered abalone from the nearby Chan-
nel Islands, particularly Santa Rosa.

Although it is possible that the Chinese could have
sailed directly to the San Diego area from China, they
almost certainly began their fishing activities in and
around San Francisco and Monterey Bays. By the late
1850s, they found San Diego Bay with its unexploited
marine resources and proximity to the Baja California
coastline to be an ideal base for fishing activities, and
they dominated this industry until the 1890s.
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Tuberculosis Claims A Chinese Fisherman

From the San Diego County Coroner’s Inquest, March 17, 1902:

[County Coroner Dr. Theodore F. Johnson] Where
did you find this body?

[T.E. Sanderson, a witness] It was lying on the floor
in the Fisherman's shanty.

Where? A At the rear end of the shanty.
Where was the shanty?

Right up on the beach, a few feet from the shore.
At Roseville? A Yes sir.

* * *

Will you tell us how the body lay, where it lay?
As | come into the shanty—-you go in like this (indicating)

it is just one long shanty——and he lay on a little place in the
back part of the floor under a bench covered with matting—it
seems that's where he slept, all his bed clothes lay up there—
and he was laying on his right side——well, like he fell out of

bed on the floor.

OrTrTOoOXTOXTOXTITITIO0 > >

He was aged over fifty. Q  Where was he born?
He was born in China.

How long had he been in this country?

Over twenty years.  Q What was his occupation?
He was a fisherman.  Q And where did he live?

At Roseville. Q How long had he lived there?

Over ten years.

Did you know about his being sick?

Yes sir, | know he was sick for a long time.

How long has he been sick?

He had been sick over a month.

What was his sickness?

| don't know. Q Did he cough?

He coughed, and he was too poor to have a doctor.

Did he cough and spit up a good deal? A Yessir.

...his pants lay across the head
or bench, he used it for a
pillow—-and it rattled and |
turned the pocket inside, and
in there was $2.25, a led [sic]
pencil | think and a pocket boo
with nothing in it but a paper
that had China writing on it.

* * *

Q What is your name?
A Tom Jit. [speaking through
interpreter Quong Mane, a mer
chant]
Q Where do you live?
A San Diego.
A And what is your
occupation?
A | am a fisherman.
Q Did you know this
Chinaman that is dead here,
when he was alive?
A Yessir.
Q How long had you

known him?

A More than ten years.

Q What was his name? A
Tue Fook. Q How old was
he?

D Do you know whether
e smoked opium much?

A Yes sir, he has

ery strong habits of opium.
D Had he not been cough-
Ng more

han a month?

\  Yes, been

oughing for a

DNng time.

* * *

HE CORONER:From the
estimony it appears that he
ad had continued cough,
nd the condition of the
ody shows extreme ema-
iation; everything points

o consumption. | do not
hink there is any question
ut that the man died of
onsumption, and if the jury
b satisfied with that, we will
djourn.

San Diego Historical Society Photograph Collection
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The San Diego Fishing Villages

The first Chinese fishermen in San Diego settled
along the bay, probably on Point Loma between Bal-
last Point and Roseville, in an area also referred to as
La Playa. There they built ten shanties, drying racks,
and salting tanks, and began a significant Chinese ship-
building industry. By 1869 the bay was home to two
Chinese fishing villages, one at Roseville and the other
on the waterfront at New Town, which consisted of two
rows of unpainted redwood shacks built at right angles
to each other. Some were erected over the water on
stilts, because at that time the harbor had not been
dredged and the waterfront consisted of tidal mud flats;
their junks were anchored in deeper water nearby. No
photographs of these fishing villages or of the Chinese
fishermen of San Diego are known to exist, although
photographs of the villages on Monterey Bay provide a
good indication of what San Diego’s fishing communities
may have looked like. The “exotic” junks and disagree-
able aromas, however, drew the attention of the news
media. The San Diego Union reported in 1886 that, “It
would be a pleasure to announce the departure of that
foul-smelling fleet of Chinese fishing boats, anchored
near the steamship wharf; they seem to be the variety
‘warranted to kill at a hundred yards.””? Later that year,
the Union reminded its readers again that “The sea
breeze that sweeps up F Street these afternoons is cool,
but not pleasant; the perfumes it carries are not of the
fragrant kind; some place to seaward needs to be disin-
fected.”?

Though they formed the largest Chinese fishing
community in Southern California, the numbers of San
Diego’s Chinese fishermen were relatively small, as was
Chinatown. Census reports list nine fishermen in 1870,
fewer than forty in 1880, and fifty-two in 1888, which was
probably the peak year. In 1870 the nine were all single
men ranging in age from twenty-one
to thirty-six, while in 1880 there were five families
with children in the two fishing colonies. In 1890,
the distinguished local merchant Ah Quin testified
that the city housed only about a dozen Chinese
families.*

The area between Second and Fifth Avenues, adjacent
to the Stingaree red-light district, became San Diego’s
Chinatown, while the Chinese fishing village stood in the
area presently occupied by the San Diego Convention
Center. Railroad construction along the
waterfront in 1881, ironically performed largely by Chi-

nese labor, forced the fishermen to move to Roseville,
while San Diego’s Chinatown remained behind.

The Varieties of the Catch

A wide variety of fish and shellfish was taken by the
Chinese fishermen, including barracuda, mullet, rock cod,
smelt, sheepshead, and abalone, as well as seals, which
were hunted for their skins. Speaking of San Diego in the
1880s, a Portuguese fisherman recalled that

The Chinese here were catching fish and drying
them. They would pack them in big barrels and ship
them back to China. [One of] The fish they wanted
was the sheepshead. They would get them out in the
kelp beds, bring in loads of them, clean them and sun
dry them before packing them for shipment.®

Abalone, a highly prized catch, was dried and exported
to China and to other Chinese communities, since Amer-
icans had not yet acquired a taste for this delicacy. San
Diego’s abalone fleet became the largest on the West
Coast with an annual export of abalone reaching seven
hundred tons. The export of large quantities of abalone
from San Diego to San Francisco drew the attention of
the Union in 1871:

There are engaged at present in the business of
taking and drying abalone on the coast of lower Cal-
ifornia, about twenty five Chinamen, who manage

to procure about six tons per month. The abalone is
found attached to the rocks; and in extreme low tide
in greater quantities than at any other time. The fish,
covered by the shell, adheres to the rock as tightly

as if glued to it, and is cut loose with a sharp instru-
ment carried by the Chinamen. After filling a large
bag with the meat, which is removed from the shell,
it is carried to a place chosen to dry it, and is there
treated in the same manner that a tough beefsteak is
in a first-class boarding-house— that is, it receives a
good pounding. After this beating the meat is thrown
into a large kettle and boiled for a short time; then it
is spread out to dry in the sun. After a thorough dry-
ing, it is nicely packed in strong sacks and shipped to
San Diego, to be reshipped from here to the Chinese
merchants in San Francisco. The meat commands in
that city from five to six cents per pound, and it used
exclusively by the Chinese. A considerable quantity
is shipped to China, where it is regarded as a great
luxury, being only used by the better class of people
in that country.®

On the Channel Islands, off the Southern California coast,
the fisherman harvested abalone in two ways.
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Some worked from their junks and returned to port
with their catch, while others remained on the islands
for periods of several months and lived in tents or
shacks while they gathered and processed their catches.
Many places on the islands still carry Chinese-influenced
names, such as China Bay, China Point, and China
Canyon.

At first the Chinese removed the meat and immediately
discarded the shells to lighten their load before returning
to port, especially when they had to travel long distances

from the Baja California coast. After a market was devel-

oped for abalone shell in the making of jewelry, however,
the shells were kept and many of the sites where they had
previously been discarded were revisited.

The shells were also used by the Chinese themselves
in the pursuit of barracuda, another important catch.
The fishermen used a curved piece of shiny abalone shell
which they trolled behind their boats, which functioned
like a lure and was attached to a barbless hook and a swiv-
el. As the shell spiraled and glistened, a fish would strike
at it, and was then pulled aboard and dropped into a box.
Each fish was gutted, split down the middle,
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and spread flat into a wooden tank. Each
layer of fish was covered with a light cover-
ing of salt until the box was full. Once salt
water was added, the catch would last until
they returned to port. At Roseville, the

fish were placed skin-side down on drying
racks along the shore, built on stakes about
three feet high. Later the fish were baled
in bundles of about twenty-five pounds and
shipped by steamer north to San Francis-
co.” Chickens, a by-product of the fishing
industry, were raised on scraps.

In pursuit of these catches, San Diego’s
fishermen ranged from Cabo San Lucas,
Mexico in the south to Monterey in the
north, in junks constructed at Roseville on
San Diego Bay. The watercraft they built
there ranged in size from sampans, small
boats which primarily remained in or near
the bay, to the three-masted, fifty-two foot
Sun Yun Lee, the finest and largest junk
built in Southern California. Because the
fishermen had to range so far, they had
to carry as much sail as possible and yet
keep the crew to a minimum, so most had
two masts. Wealthy San Diego merchant
Quong Sung Kee owned her and several
others, while at least two other abalone
junks belonged to the merchant and medi-
cal practitioner Wo Sing.

Importance to the San Diego Economy

The Chinese fishing industry was an
important part of San Diego’s econo-
my, for the fishermen supplied all the
city’s fresh fish needs with door-to-
door sales, exported to China by way of
San Francisco, and purchased lumber,
food, and supplies. In 1871, the Union
reported that “Two junks loaded with
abalone meat arrived from the Lower
California coast yesterday. The two
brought eight tons of abalone meat,
which will be shipped by the steamer
Orizaba.” * Within the decade, howev-
er, Chinese merchants had developed
markets for the shells as well, shipping
them as far as Austria, Hungary,

and other European countries, primar-
ily for the manufacture of buttons. The
Union reported in 1880 that

The Orizaba on Tuesday will probably
take away the largest shipment of shells
and abalone meat ever forwarded from
this port. This branch of commerce

is rapidly developing into a trade of
considerable importance. Six or seven
years ago a few of these shells were
taken away by tourists as souvenirs,
while now nearly every steamer takes
away several tons. In San Francisco
they readily bring fifty dollars and
upwards a ton.’

Late that year, the Union boasted again
that “The demand for these from San
Diego is constant, these shells being con-
sidered the best obtained on the entire
coast.”

The industry also had an impact on
Chinese workers throughout the West.
The dried seafood products supplied by
the fishermen to their fellow countrymen
in the mining and railroad camps con-
tributed to a more nutritious and varied
diet than was available to their white
counterparts. Ah Quin, who was the Chi-
nese labor broker for the building of the
California Southern Railroad, supplied a
considerable amount of local seafood to
the railroad gangs."

While in some respects the Chinese
community kept to itself, the fishermen
were inextricably linked to the local
economy, as the owners of the former
Klauber and Steiner store downtown later
recalled:

To the store the Chinese fishermen,
back from their voyages along the Mexi-
can coast, brought their sealskins, grad-
ed as bulls, cows and pups, and their
dried fish; they took away in exchange
China gin, rice, oil, rope, and oarlocks
for their junks.*

The Demise of the Chinese
Fishing Industry

By around 1888, there were fifty-two
Chinese fishermen living and working in
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San Diego. They and their families lived in
a dozen roughly-built houses adjacent to
Chinatown, and ten more across the bay in
Roseville. As many as eighteen junks plied
local waters, but by 1893,
only one remained in Chinese hands.” The
passage of the Scott Act in 1888,
one of many discriminatory laws aimed
at the Chinese, was the beginning of the
end for the Chinese fishing industry in
America. This act canceled all outstanding
certificates that had allowed reentry of Chi-
nese who had temporarily left the
United States. Twenty thousand Chinese
who were visiting their families in China
were caught in these circumstances and
not allowed to reenter the country. At first
the fishermen were not affected because
they were not classified as laborers, but an
amendment to the 1892 Geary Act explicitly
redefined “laborer” to include anyone “tak-
ing, drying, or otherwise preserving shell or
other fish for home consumption or expor-
tation,” and barred Chinese fishermen from
reentering the country once their boats
had passed the three-mile territorial limit."
Faced
with the extinction of their livelihood, most
of the fishermen departed, some
to seek work on land, some to return
to China, and the industry stagnated. Even-
tually, it was taken over by other immi-
grants, many of whom had agitated for
restrictions against the Chinese.

When the Chinese were left to pursue
the work that they knew well, they
filled a need, prospered and made a
significant contribution to the local econ-
omy. When their successes bred resent-
ments from other segments of society,
the law was used to eliminate or severely
restrict them so that they could no longer
succeed. The Chinese fishing and ship-
building industry fell victim to discrimina-
tory legislation, but the Chinese pioneered
San Diego’s commercial fisheries, and
fishermen of other nationalities followed in
their wake.
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The immigration of Chinese to the U.S. was
part of a worldwide Chinese migration pat-
tern, which included immigration to Southeast
Asia and Latin America. Between 1848 and
1882 ninety-five percent of the more than
three hundred thousand Chinese who came
to America were Cantonese. Hong Kong was
the principal port of embarkation, and their
transport became a highly organized business.
From villages around the Pearl River Delta of
Guangdong, the Chinese, primarily young
men, would make their way by land or water
to Hong Kong carrying their bedrolls and
bamboo baskets of possessions. Most came
through the credit ticket system, by which
arrangements were made to repay the cost of
transportation through deductions from wages
to be earned in California, which usually
required three years’ work to repay.
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As San Diegans gather

to watch the 1892 reen-
actment of his landing,
“Cabrillo” prepares to dis-
embark his galleon - actu-
ally the locally-built junk
Sung Wo On, recently
rechristened Alza.

San Diego Historical
Society Photograph
Collection

September 28, 1892.

It is a sunny day, and a calm wind is blowing on
the citizens of San Diego, who have gathered on the
end of the wharf at the foot of E Street to attend the
restaging of Cabrillo’s landing on its 350th anniversary.
The women, dressed in their finest taffeta, seek pro-
tection from the sun beneath their parasols. The men,
elegant in their hats and starched white collars, grasp
their jacket lapels and stand with dignity. They are all
secretly competing for the first glimpse of the man of
the hour: Juan Rodriguez Cabrillo, or more precisely
his 1892 stand-in, an actor in stage armor brandishing
an antique sword.

He emerges onto the deck of a vessel intended to
represent the San Salvador, the ship which carried
Cabrillo to San Diego in 1542. But even before the
pretender steps into a boat to be rowed ashore, the
onlookers cannot fail to notice that his “galleon” is
unmistakably a Chinese junk.

This vessel, the Alta, was a historic part of San
Diego’s maritime heritage in her own right, for she
was Chinese in virtually every respect, yet was built of
California redwood on the beach at Roseville, ironically
very near the spot at which the actual Cabrillo proba-
bly landed. Her history parallels that of the rest of the
fleet of junks built in San Diego Bay in the nineteenth
century.

Launched as the Sung Wo On in 1884, she was one
of a pair of abalone junks owned by Wo Sing, one of
three local wealthy Chinese merchants heavily involved
in the commercial fishing and exporting business.*
The junk’s appearance in the Cabrillo celebration,
however, was due primarily to discriminatory anti-Chi-
nese legislation, which appears to have driven him to
sell the vessel eleven days earlier to Charles L. Sted-
man and R. Stedman for $100.00.? Virtually overnight,
in the wake of the 1892 Geary Act, which made it dif-
ficult for “alien vessels” to return to the United States
after fishing in Mexican waters, these junks passed
out of Chinese hands. Thus, as “Cabrillo” was rowed
ashore from the ex-Sung Wo On that day, San Diegans
unwittingly commemorated not only the arrival of one
maritime pioneer, but also marked the contemporary
departure of most of San Diego’s Asian maritime pio-
neers.

When Chinese settlers arrived on the Pacific coast
in the 1850s, they found the tidal zone teaming with
a Chinese treasure: abalone. These mollusks were
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a delicacy in China, and through Chinese ingenuity

and entrepreneurial skill, their fishermen in San Diego
pioneered the commercial fishing industry. To exploit
this and other maritime resources, these settlers needed
vessels. They built their own in Roseville, Hunter’s Point,
San Mateo, San Pablo, Point San Pedro, and Santa Barbara.
Their junks sailed in and around San Diego and Baja Cali-
fornia for approximately forty-five years, and left behind a
fascinating legacy. This article will explore the operations
of Chinese junks, their design and construction tech-
niques, and their ultimate sale to Euroamericans in San
Diego during the last century.’

During the 1870s and 1880s Chinese shipbuilding oper-
ations in San Diego were far more ambitious than those
of their Euroamerican counterparts, who built nothing as
large until at least the late 1880s. San Diego acted as a
base of operations that provided facilities and materials for
the construction and repair of Chinese craft. The junks
built there were among the finest of all junks launched in
California.*

The earliest surviving record of Chinese vessels in Cali-
fornia dates from 1861, when the Los Angeles Star report-
ed two large Chinese fishing craft plying their trade along
the coast from Santa Barbara and beyond to the south,
and on the Channel Islands.> In March of 1864, San Diego
County tax rolls recorded that Y. Shing and Company
owned seine, boats and other property valued at $80.00.
In 1865 Ah Yu reported a schooner worth $75.00, small
boats at $15.00 and seines at $20.00.6 The larger of these
vessels were likely junks, and the smaller were probably
sampans, because San Diego newspapers mention the
presence of Chinese watercraft by 1871.

The ships in the Chinese fleet grew as the fishing
industry prospered. In 1881 there were four abalone
junks in San Diego Bay, while by 1887 the number had
quadrupled. By 1888, thirteen junks were moored in San
Diego, down slightly from sixteen the year before. The
junks in San Diego were limited by their foreign status,
however. They were considered alien vessels, and there-
fore were not registered in the United States. They trav-

eled under a permit from the customs house:

They carry no papers except an alien certificate, which
insures to the crew permission to land upon their return to
the city. In addition to the Chinese names, the junks are
numbered by the customs officers, and are known to them
by their numbers only. The junks return as seldom as
possible, but if they have occasion to visit San Diego, with
or without cargo, they report at once to the custom-house

and pay a tonnage tax of 83 cents per ton; $1.50 for enter-
ing, 67 cents for survey, and 20 cents for a certificate. It is
currently reported that, to avoid payment of these customs
dues, the junks often transfer their cargoes of abalone
shells, meats, etc., to small boats that come out to sea, off
San Diego, for this purpose, and to bring supplies.”

In 1877 United States Customs officials seized a Chinese
junk for transporting fifteen tons of dried abalone into San
Diego without paying customs fees.

Junk Design and Construction

Shipbuilding in China has been practiced in the mar-
itime provinces for millennia. The best-constructed ves-
sels came from the northern ports of Guangdong prov-
ince, and from Fujian, which had the highest population
of shipwrights. Guangdong province was the homeland
of Chinese settlers who came to California.

It is highly likely that Chinese shipwrights acquired their
skills in China.

The junks of San Diego and San Francisco differed
in appearance and purpose. Junks built in San Diego
were similar in structure to the “Hung-hsien-t’0” or
“Tongkang” style, long narrow vessels with gentle sheer
fore and aft, broad bows which narrow slightly at the
waterline, and sterns which are modified ovals. This
design was common for fishing junks found in the Hong
Kong and Guangdong areas of China.* The junks built
in San Francisco were similar to the “Ts’ao-ch’uan” style
that originated from the same vicinity. It appears that
junks were designed according to their intended use.
For example, the junks of San Francisco were shrimpers
and the distance to the fishing grounds was short, so
only one sail was required. Fishermen operating out of
San Diego traveled long distances into Baja California
waters, passages of up to four hundred miles, so their
vessels required multiple sails that could be handled by
as few crew members as possible. All junks recorded for
San Diego had at least two masts.

Some contemporary observers in California ques-
tioned the sailing qualities of Chinese junks. Their shape
was found to be peculiar, their appearance cumbersome,
and the skills of Chinese sailors were ridiculed. In 1886,
for example, a local newspaperman barely hid his dis-
dain for the vessels and their crews beneath a veneer of
humor:

A beautiful specimen of marine architecture - a cross
between the Puritan “Mayflower’ and the recently
demolished Sea Nymph Bath House on one side, and
a piledriver and Noah’s Ark on the other - called the
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“Young-tse-kiang,” commanded by Admiral Hi-ti-
mi-gun, a loyal scion of “True Son” of the flowery
kingdom - spread its buzzard-like and snowy-flowery
White wings (barring the numerous streaks of tar)
and went sailing down the bay in pursuit of fish and
abalones yesterday afternoon. As she sped by the
waterfront in a fine ten-knot breeze at the rate of
nearly three knots an hour, she was the pride and
received the honors of all Chinatown.’

In reality, however, these vessels were seaworthy and
often surprisingly fast, sometimes more so than compa-
rably-sized Euroamerican craft of the same era. Further-
more, Chinese sailors were masters of their trade.

There are several characteristics that positively identify
nineteenth century Chinese junks. The bow was sharp
while the stern was rounded. Solid bulkheads divided the
craft into three compartments. Their frames were in three
or more separate and unattached parts and were fastened
to planking only; the shape of the junk was therefore
dictated by the planking and not the frame, unlike Euro-
american vessels. These planks were made of two-inch
California redwood and edge-nailed with common cut
nails. A clay-like daubing called chunam was applied to
nail shafts to avoid nail decay and to seams to achieve
water-tightness."

Masts and rudderstocks were made from imported
ironwood, also known as lignum vitae."! The foremast
was typically placed one-third of the junk’s length from
the bow. Rudders were unusually large and perforated by
lozenge-shaped holes. “The rudder,” recalled Portuguese

boatbuilder Manuel Madruga of the junks he saw at Ros-
eville as a boy,
was so big that when they would tie up or anchor
they would rig a block and tackle on a beam over
the rudder and pull it up higher than the bottom

of the boat. The junks were round-bottomed, built
like a barrel — no shape to them at all.

Their sails, he continued, “had bamboo stays across
them, used in reefing in strong winds. They would pull
the bamboos together and tie them to make the sails
smaller. ...they went pretty good; they weren’t slow.” **

Most California junks seem to have been left unpaint-
ed, and were simply treated with #’ung oil. It appears
that some Chinese watercraft in California, as in China,
had eyes painted on the hull, according to one witness
in the San Francisco Bay area:

Each camp was well equipped with large Chinese
junks . . . The crafts were always extremely dirty,
unpainted, and weather stained. The only paint
used about the ship would be on the bow where
two big eyes were always painted. Asked why
the eyes were there, the Chinaman was heard to
answer: “no eyes, no see!” Each junk was thus
equipped to see where it was going.”

Living conditions on junks were meager and
cramped. This description of life on board a junk in San

Diego appeared in the local press:

living quarters were aft, and cooking was done on

Name | Official | Date | Place | Home| Gross Net Length Beam | Depth | Number Date
Number | Built{ Built Port | Tonnage { Tonnage of of Sold to
Hold Masts Euro-
Americans
Yangtze - San -- -- -- - -- -- -- --
Kiang 1879 Diego
Suz-g,;Wo 106970 1884 Roseville -- 8.59 8.17 40.8 12.6 3.7 2 1892
Acme 106960 1884 | Roseville DSian 9.76 9.27 45.0 12.2 4.0 2 1892
ego
Peking 150693 1884 S‘an San 18.93 17.98 51.5 16.0 3.9 2 --
Diego Diego
Sun Yun 1884 | Roseville | San 14.61 13.88 52.00 16.0° 4.0’ 3 1892
96202 !
Lee Diego
Name - -- -- San -- 14.30 54.0° 12.0 4.0 2 -
Unknown Diego
Chromo 126804 1891 S.an San 10.26 9.75 40.3 10.6 4.1 2 1892
Diego Diego
World . 1895 | Roseville}] San -- -- -- -- -- -- --
Diego
Hazel . -- -- San -- -- ~20.0° -- - 2 --
Diego
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deck, the stove being a coal-oil tin with some sand in
the bottom. They lived on canned goods, fish and tur-
tles, and when this grew monotonous, they would go
ashore and shoot a deer.*

When a reporter boarded a California-built junk off
Santa Barbara in 1885, he found conditions doubtlessly
identical with those aboard San Diego’s junks:

Her cabin is dark, dingy and uninviting, no windows
nor means of ventilation of any kind except a small
aperture, just large enough to permit a man’s body to
pass through, and through this hole you have to pass
in order to reach the cabin. Here we found a man at
work netting seines and nets which they use in their
business. .. .They carry no nautical instruments, not
even a compass, and their navigation is done entirely
by landmarks, as they seldom go out of sight of land.
When darkness overtakes them, they let go their
anchor and thus remain stationary till day break.

“They have no stove, the cooking being done in a box
lined with sheet iron, he observed. “A portion of the
boat...was covered overhead by canvas, and men were
busily engaged in catching fish, mackerel predominat-
ing.”®

Junks were not built from plans; rather, they were built
to the specifications of the owner using traditional meth-
ods. The experience of the builder dictated the propor-
tions and general arrangement. One of the few surviving
accounts of the building of a junk in California was record-
ed between 1901 and 1905 at Soquel by the indefatigably
curious John P. Harrington, renowned researcher of Cali-
fornia’s Native Americans:

The Chinamen bend boards for boats using a frame.
They do this by placing the board above a fire, but not
touching the flames. When the board gets hot, the
Chinese pour water on it, still holding the board over
the fire. When the board becomes soft, they bend it.
They place stones on top of the board they were
going to bend. These men had erected two posts
upright and placed another across their top, forming
a frame... Then they took the board to be bent and
put one end of it under the cross beam of the frame.
Next, they brought a post and placed it underneath
the board they were going to bend, at the place to be
bent. They put cold rocks on top of the board, directly
above the fire. Water was then poured on, without
stopping, and soon the board began to bend. As soon
as it began to bend they put more rocks on the end of
the board so that it would bend more. Then they took
the board out of the frame and put another in its place
and repeated the entire process. When the bend was
right, they removed the board and just nailed it on the
hull of the boat they were making.*

During the late 1880s the Chinese fishing industry in
San Diego began to decline. Citizens became concerned
about the decimation of the bay’s fisheries by Chinese
fishing practices, particularly their use of fine-meshed
nets. Local officials began to monitor Chinese fishing
activities more closely, and discriminatory legislation
forced the fishermen to sell their vessels. In 1889, six
junks remained in the fleet, and by 1893, only one junk
could be found in the abalone fishery. The last Chinese
junk on the bay was the Hazel, a small two-masted one-
man junk, active until about 1916."

Upon the change of ownership to Euroamericans,
these exotic craft entered a new and colorful phase of
existence. The ships were measured and documented for
the first time, and consequently this documentation pro-
vides reliable information about California-built Chinese
fishing craft. After the sale, their speed and seaworthi-
ness ensured second careers for some of the vessels and
they were used for seal hunting, smuggling and particu-
larly guano poaching across the Mexican border; guano
was used to fertilize San Diego’s citrus groves. Junks
were very fast, so it was difficult for Mexican authorities to
apprehend offenders.*

Several of these vessels, most notably the Hong Kong,
gained unsavory reputations in their new trade. Quong
Sow Kee sold the Hong Kong, originally named the Sun
Yun Lee, to Henry Koch for $350 on November 6, 1892.
The vessel changed hands several times and met disaster
in December, 1900:

Wreck of the Hong Kong
The Old Junk is Piled up and Broken

in Ensenada Bay

The old junk Hong Kong is no more. After breasting
the waves for many years and after going through
many legal complications, she is at last dashed to
pieces on the shore at Ensenada. During the recent
storm she was thrown on the beach and almost totally
demolished. The Hong Kong is a noted guano boat
and has plied between here and Mexico in search of
the fertilizer for many years. But some months back
the Mexican authorities caught the captain of the
Hong Kong in the act of poaching guano, so they took
her into custody at Ensenada. It was intended that
when the case had passed through the slow Mexican
courts that she would be sold.”

Reports of the Hong Kong’s demise were premature,
however, for a change of master was endorsed on
February 17, 1900. In March of that year she was
captured poaching guano at Elida Island by Mexican
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This junk, cruising just off
Roseville, may be the fif-
ty-two foot Sun Yun Lee, by
far the largest vessel yet built
on San Diego bay when she
was launched in 1884.
Courtesty Chinese Historical
Sosiety of Southern
California, Nash Collection

authorities, along with the junk Alfa (the
stand-in for Cabrillo’s galleon only a few years
before) and a sloop, the Cora. The Hong
Kong attempted to escape but was thwart-
ed by Mexican gunfire. The three captured
vessels were towed to Ensenada, Mexico and
the master and crew of the Hong Kong spent
several months in jail awaiting trial and many
more months following their conviction for
smuggling.® At this point, the Hong Kong
vanishes from official records.

Another vessel that had trouble with the
law was the Acme. She was sold by Wo Sing
to Mrs. Mary Augusta Chase, wife of Captain

George W. Chase, for $250 on August 8, 1892.

The Acme worked the lower coast of Mexico

as well as points north among the Channel
Islands until she was seized, along with her
cargo of dried goat meat and tallow were
seized in December of 1893 for violating Unit-
ed States revenue laws. It appears that cus-
toms officials were lenient in this case because
Captain Chase bore an excellent reputation as
a hard-working man. He testified that he had
made a living with the vessel for years

and it was the sole support for his wife

and six small children.*

The Acme wrecked on February 5, 1901 as
she was bound for Ensenada, carrying guano.
Valued at $300, she carried a crew of three,
and no lives were lost.

Chinese fishing activities in California
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add an intriguing flavor to California history. Their junks,
built in California, displayed traditional designs and were a
notable sight along San Diego’s early
waterfront. Plying Southern California coastal waters, and
far south along the rugged coast of Baja California, they
pioneered commercial fishing in this region.
When opposition and legislation reached their apex, how-
ever, their Chinese owners were forced to sell
their vessels to Euroamericans. This began a colorful, and
nefarious, final chapter for the junks.

There is much more to be learned about Chinese fish-
ing activities in California during the late
nineteenth century. Their stories are just beginning
to unfold. With every new document, photograph
and oral history, these brave Chinese pioneers’
important place in history will be marked and
not forgotten.

This scene could be in China,
except for the

San Diego wharf in the
background. A photographer
caught this flotilla of
locally-built junks and

sampans near the foot of Fourth
Street around 1887. :
San Diego Historical Society
Photograph Collection

The other two merchants involved in the fishing industry in San
Diego were Ah Quin, the legendary “mayor of Chinatown,”
and Quong Sow Kee. The latter owned the Sun Yun Lee, a
three-masted vessel measuring fifty-two feet in length, weigh-
ing 13.88 net tons. Quong Sow Kee was apparently an excel-
lent businessman, for his death notice, in the September 1,
1887 San Diego Union, stated that he was one of the “wealthi-
est Chinese merchants with an estate worth over one-half
million dollars.”

Wo Sing'’s decision to sell was also precipitated in part by

the Mexican government’s 1891 denial of his request to fish

in Mexican waters. He sold both the Sung Wo On and the
Acme to Euroamericans in 1892.

The information regarding Chinese junks in California comes
from many sources, including federal reports, oral histories,
dissertations, newspaper accounts, and photograph analysis.
However there has not been any Chinese source material found
to date on the topic of Chinese junks in California. Much
progress has occurred during the past twenty years, yet this
work is ever evolving, as new information becomes available.
Robert A. Nash, “Slide Show Script,” Robert A. Nash Collec-
tion, Chinese Historical Society of Southern California, Los
Angeles. Nash was a renowned researcher who studied Cali-
fornia junks for twenty-five years. The topic of his doctoral dis-
sertation was Chinese shrimp fishing in the San Francisco Bay
area. Data for the table which accompanies this article can be
found in the Nash Collection.
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Chinese Abalone Fishermen
on San Clemente Island:

n Archaeologist’s

efzs;oectéve

By Judy Berryman

etween the late 1850s and early 1900s, hundreds

of thousands of tons of abalone meat and shells

were harvested by Chinese fishermen along
the shoreline from San Francisco south into Baja Cali-
fornia, and on the Channel Islands. On San Clemente,
the southernmost of the Channel Islands, archaeolo-
gists have documented the largest concentration on the
islands of camps where Chinese fishermen collected and
processed abalone.!

San Clemente Island lies approximately sixty-five miles
northwest of San Diego. Its eastern side is so steep that
few beaches or shallow-water rock shelves are present.
Because of this, all of the archaeological sites associated
with historic abalone collection are clustered along the
western side.

Abalone was a favored food that had been overfished
in China by the 1850s. The fishery developed along the
California coast replaced the one lost in China. Four aba-
lone species live in these waters, though only one, the
black abalone (Haliotis cracherodii) was harvested by
the Chinese. Deep-water diving, a skill not practiced by
these fishermen, was required to harvest the other three
species. Over a period of approximately forty years, mil-
lions of these mollusks were dislodged, harvested, dried,

and shipped to China, a labor-intensive endeavor con-
ducted by small, organized groups of Chinese fishermen.

The black abalones found in Baja California and the
Channel Islands were considered to be of a higher qual-
ity and larger size than those collected in other areas,
and they formed the majority of the abalone which
was shipped from San Diego.? By the 1880s, San Diego
shipped 35.5% of all abalone meat and 41.4% of all abalo-
ne shells exported from the U.S..

The earliest reference to abalone harvesting by San
Diego’s Chinese fishermen appears in 1856, while the
presence of Chinese fishermen on San Clemente Island
is documented between the late 1870s and the early
1900s.* Fishermen concentrated exclusively on dry-
ing and selling the meat prior to the late 1860s, when
renewed interest in lacquerware and inlaid woodwork,
and increased construction needs for plaster created
demand for abalone shell. Then, as an observer noted in
1876,

some enterprising white men began to manufacture
little ‘curios’ from the shell, and some time thereafter
an ever increasing demand for the ‘curios’ prompt-
ed the Chinese to stake out their share of this new
enterprise.’
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San Clemente
Island today,
showing

the locations of
Chinese sites.
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Hot work: Jap-
anese fishermen
on San Clemente
Island around
1913 boil aba-
lones.

Courtesy San
Diego Public
Library

These tents and aba-
lone drying racks on
San Clemente Island
around 1913, though
Japanese, suggest the
likely appearance of
the camps of the
Chinese fishermen who
preceded them.
Courtesy San Diego
Public Library

Chinese immigrants were not the first
to recognize the commercial value of aba-
lone. Spanish and Mexican settlers har-
vested limited amounts of the shells for
ornamentation during the late 1700s and
early 1800s. Unlike the Chinese, however,
they did not eat the meat. The early mar-
ket for abalone was exclusively an Asian
one, and export records from San Fran-
cisco for 1859, 1860, and 1861 show that

the mollusks composed one-seventh of all U.S.
exports to China. Chinese tastes also did not ini-
tially extend to the Euroamericans who supplant-
ed the Spanish-speaking settlers as California’s
dominant ethnic group, for, as a newspaperman
noted in 1883, “. . . Yankee-
Californians had not yet discovered that pounding
and brief cooking rendered the univalves edible.”
When this same reporter “questioned what pecu-
liar charm this dried meat has for the celestial
palate,” he decided that “it much resembled in
consistency, color, and odor a piece of veteran
sole leather.””

Before the meat was shipped back to
San Diego, it had to be dried to prevent it from
spoiling and to reduce the bulk and weight of the
catch. Readers of Overland Monthly magazine
learned in 1913 that the mollusks

were removed from the shell, salted for

several days, thoroughly cooked in boiling
water and dried in the sun. After they have

These Japanese abalone drying racks at

Turtle Bay, Baja California, are similar to
those used earlier by the Chinese.

Collection of Toshiye C. and Donald H. Estes




been well dried they are again cooked, smoked for
twenty-four hours, given a third boiling and once more
set out on trays to dry, this time for a period of six
weeks.

They are then given a final bath to remove any dirt
that may have accumulated, and
are ready to ship...c

Small camps were set up around the vats and
trays to protect the meat from birds and other scavengers.
There, after approximately two months of drying, the aba-
lone meat was placed in sacks weighing roughly one hun-
dred pounds each and shipped to San Diego, the nearest
port.”

Life on this isolated island was harsh. There was no
source of fresh water, and the boiling vats required fre-
quent refilling with sea water. No regular supply ships
were available in case a worker was injured, a rice bowl
was broken, or a piece of equipment was lost.

By the close of the nineteenth century, Chinese fisher-
men lost their dominant position in the abalone fishery,

a result of legislation enacted in a climate of widespread
racism and desire to limit foreign control of the fishing
industry. Abalone harvesting on the islands, however,
continued in the early twentieth century with an influx of
Japanese divers, who themselves were pushed out of the
industry by the time of the Second World War.

By 1906, however, at least one commentator recog-
nized that abalone had a future as a delicacy outside the
Asian community:

Consumption by Americans has been tentative, but
demand has increased via advertisements; they are sold
in cans, claiming to be recommended by physicians for
its strengthening and invigorating qualities.

Longstanding negative perceptions of abalone meat
continued, however, enough so that at least one manu-
facturer marketed them as “Eno Laba” — abalone spelled
backwards.®

In recent decades, intensive archaeological investiga-
tions of Chinese sites have been conducted on San Clem-
ente and San Nicholas Islands. Many of these sites include
stacked rock features, remnants of shelters, windbreaks
and tent pads, and hearths, which vary in form from
horseshoe-shaped to circular. These horseshoe-shaped
hearths appear only in conjunction with Chinese sites.

As one might expect from people who essentially lived
on their boats and owned few possessions, the fishermen
left little behind. At most sites, archaeologists have found

fewer than fifty artifacts, which include storage vessels,
rice bowls, fragmented glass, buttons, and opium tins.
The true legacy of the Island’s Chinese fishermen, though
unacknowledged, continues in the form of a once-scorned
delicacy, which (when available) now costs from thirty

to forty dollars per pound. “Californians,” a perceptive
observer commented in 1913, “once laughed at the crazy
Chinese for eating abalone, but now epicures have adopt-
ed this delicacy who give no thought to who introduced it
as a food in the first place.”’

1 For more detailed information, see Judy Berryman,

" Archival Information, Abalone Shell, Broken Pots,
Hearths, and Windbreaks: Clues to Identifying
Nineteenth Century California Abalone Collection
and Processing Sites, San Clemente Island: A Case
Study (Ph.D. diss., University of California, Riverside,
1995).

2 George Goode, ed., “Fisheries of San Diego, Los
Angeles, and Ventura Counties,” in Fisheries and
Fishery Industries of the U.S., Section II- Review
of the Fisheries Industries (Washington, D.C.:
Government Printing Office, 1887.): 596.

3 Thomas O. Larkin, The Larkin Papers, G. Hammond,
ed., Vol. 10 (Berkeley: University of California,
1964): 283.

4 Fairbanks, 461.

San Diego Union, October 1883.

6 Charles Edholm, “Steaks and Pearls from Abalones,”
Overland Monthly 62 (4), 1913: 384. The meat was
dried on trays, “lath-like strips of wood” placed
about eighteen inches from the ground, which each
held an average of one hundred abalones. B. Wil-
liamson, “The Haliotis or Abalone Industry of the Cal-
ifornia Coast: Preservation Laws.” Part 1, Historical
Society of Southern California 7, 1906: 25.

7 “..only about ten pounds of meat is produced from
one hundred pounds of shell/meat; shrinkage is
estimated at roughly 90%."” Williamson. An 1871
San Diego Union article estimated that 72 tons of
abalone was shipped to San Diego and thence to
San Francisco; 1880 figures indicate that between
900 and 960 tons were shipped.

8 Williamson, 23.

9 Mark Newmark, ed., Harris Newmark: 60 Years in
Southern California, 1853-1913 (New York: Knicker-
bocker Press, 1916): 261.

10 Joe Brennan, interview, San Diego, 16 September
1972, San Diego Historical Society Oral History Col-
lection.

O
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Chinese-built rock
enclosures, like this
one found by the
author in an archae-
ological

survey on San Clem-
ente Island, may have
been windbreaks.

Editor’s Note:

Abalone camps on the Channel Islands occa-
sionally served another purpose as well, as
“way stations” where Chinese immigrants
brought north from Mexico would await
vessels to smuggle them ashore. One such
incident on Catalina Island in September,
1900, was recalled by Joe Brennan, who as
an adolescent had been a crewman aboard
the notorious smuggling schooner Lou:

We got up to the cove where the Chinese
had been gathering these abalones and
drying them, and loaded them aboard.
We started home with a pretty fair wind.

long time and they want to get home. Do
you want to row the Chinamen into the
dock tonight?”

I said, “Well, if you say so. You're
the boss!” So he said I should take them
ashore. We got the Chinamen in the
skiff and I rowed them in the dark and
landed them at the foot of 2nd Street or
3rd Street where Chinatown was in those
days and I never figured until afterward
that maybe there were about a half-dozen
Chinamen that didn’t go from San Diego
up there to get abalones, but that they had
picked them up while at the island. So,
therefore, we were really smuggling them
in.l()

When we got off Pt. Loma I wondered why
we didn’t go into port, but we just kept
sailing back and forth until it got dark.
After dark we went on in and dropped
anchor down by the Santa Fe wharf. [Cap-
tain] Goddard said to me, “Joe, these old
fellows have been up at that island for a

Other illegal immigrants besides the Chinese

Jound the islands a convenient and rare-

ly-patrolled stopover, and smuggling of all
kinds has long been commonplace there.

Mains’t Haut Summer 1999

27



Silver Petals
~ Falling:

Japanese
Pioneers in
San Diego'’s

o 1 =) 7 S

by Donald H. Estes—#

28 Mains't Haur Summier 1999




Above: Two fishermen haul an
albacore aboard the Westgate
around 1939.

Collection of Toshiye C.

and Donald H. Estes

Definitely a three-pole fish:
the snapshot at left of Kiyoshi
Koga, Masaru Nakamura, and
Shigeji Imahashi struggling
with a three-hundred-plus-
pound albacore was eagerly
passed among

San Diego’s Japanese

fishing community in the early
1930s.

Collection of Toshiye C.

and Donald H. Estes

or the first three quarters of the

Twentieth Century, fishing formed

a major component of San Diego’s
economy. San Diego has the good fortune
to be located on the periphery of one of the
greatest marine habitats on our planet, and
this community has always held close ties
with the sea. In terms of commercial fishing,
however, the region had to wait until the
late nineteenth century and the arrival of the
Chinese, the first in a line of ethnic fishermen
who pioneered an industry.

The rapid Chinese entry into the local
fishery can best be explained by the fact that
at the time fishing represented one sector
of the local economy where there were few
race-based restrictions and only minimal
competition with whites. The success of the

early Chinese fishermen was quickly offset
by a rising tide of anti-Chinese feeling which
ultimately produced punitive state and fed-
eral legislation designed to drive them out of
business.

The collective impact of these legislative
attacks coupled with the volatile racial mood
in California, brought a virtual halt to the
extensive fishery that had been established in
San Diego. As the Chinese departed, never
to return, the local fishery was left to stagnate
as a handful of fishermen struggled simply to
sell their catch to local markets.

As the nineteenth century closed, there
was some renewed interest in the fishing
potential of the San Diego area. Local Ital-
ians and Portuguese began to expand the
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market, but were frustrated by the American
public’s general reluctance to embrace fish
as a regular part of their diet. The problem
of public acceptance was further exacerbated
by the lack of technology required to ship
fish products any great distance and still
maintain a competitive price.

The Japanese entry into the local fishery
was initially both inconspicuous and tenta-
tive. In July 1899, two fishing boats owned
and operated by Hatsuji Sano sailed out of
San Pedro, dropped anchor in San Diego
Bay, and began fishing. The men working
the boats had all been fishermen in Japan
and hailed from Wakayama Prefecture and
the Island of Shikoku. A measure of the
level of success of these first Issei was that
local Japanese working the salt pans in the
South Bay quit their jobs and joined Sano’s
crew, forming the nucleus of a new fishing

community.'

Buoyed by the fishermen’s optimistic
reports, Jirohichi Kikuchi moved his small
fleet of three boats from San Pedro to San
Diego in June 1908 and began to collect
and process abalone from as far south as
Punta Banda in Baja California. Eschewing
the Chinese methods of collecting abalone,
Kikuchi harvested the mollusks utilizing two
methods popular in Japan. The first tech-
nique involved a two-man team in a small
boat wielding a long bamboo pole with a
steel hook attached to one end. The second
method was to employ a diver in a suit and
helmet. The abalone was then dried on the
peninsula and shipped to Japan.?

The large-scale entry of the Issei into the
local fishery appears to have been triggered
by two major events. The first of these
came in 1911 when the price of albacore
rose to fourteen dollars a ton with the result
that a number of local Japanese who had

Aboard a small boat

off the Baja California
coast in the late 1920s, a
helmeted diver

prepares to dive for aba-
lone.

Collection of Toshiye C.
and Donald H. Estes
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Huge baskets held abalone
meat as it was shipped north
to San Diego from Baja
California. The viscera,
shipped separately,

were boiled in soy sauce to
make tsubudani,

a side dish popular

with beer drinkers in Hawaii
and Japan.

Collection of Toshiye C.
and Donald H. Estes

A good catch of albacore des-
tined for a San Diego cannery
clearly pleases this fisherman,
probably aboard the South-
ern Commercial Company’s
Enterprise in late 1925.

San Diego Historical Society
Photograph Collection
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The Toni Maru and a British
collier, the Boyne, ride at
anchor in Turtle Bay, Baja
California, in 1915. The
Toni Maru made several
trips from her home port in
Yokohama carrying
fishermen to San Diego.
Today, Yokohama is

San Diego’s Japanese

sister city.

Collection of Toshiye C.
and Donald H. Estes

been engaged in other occupations switched
to fishing. The increasing legal pressure
exerted by white farmers and politicians
intent on denying ownership or even use of
agricultural land to the Issei also encouraged
them to alter their occupational patterns.
With the adoption of California’s Alien Land
Law in 1913 many Issei moved into the local
fishery which was, at this point in its devel-
opment, still an occupation in which anyone
willing to work long and hard was welcome.?
The second event was the arrival in San
Diego of Masaharu Kondo, the man who by
all Japanese accounts is credited with opening
up the San Diego-based fishery to the Issei.
Born in Kyoto less than twenty-five years
after Commodore Perry arrived in Japan,
Kondo was a graduate of Japan’s most pres-
tigious school, Tokyo Imperial University.

Upon graduation he was immediately hired
by Japan’s Imperial Fishery Institute. The
Institute had been established by imperial
decree in 1905 for the express purpose of
planning the modernization of Japan’s fishery.
The cornerstone of the plan was the Pelagic
Fishery Encouragement Act which included
government funds for establishing fishery
schools, building marine research vessels, and
even providing direct government subsidies
to individual fishermen.

As a member of the Institute’s Board of
Commissioners, Kondo was directed to make
a world tour for the purpose of studying fish-
ing technology outside Japan. In June 1908,
the same month Jirohichi Kikuchi began haul-
ing Baja California abalone aboard his boats,
Masaharu Kondo stepped off the train in San
Diego.

Kondo, a scholar with the eye and brain
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of an entrepreneur, quickly recognized the
untapped potential offered by San Diego
and the West Coast of Baja California. Sens-
ing that his immediate future lay in the San
Diego area, Kondo immediately began mak-
ing important social and financial contacts
throughout Southern California. By far the
most important of these contacts was with
Aurelio Sandoval, President of the Los Ange-
les-based International Fisheries Company,
which held the Mexican government’s exclu-
sive concession to the fisheries in Baja Cali-
fornia.*

With Sandoval’s promise to keep in close
contact, Kondo completed his world tour and
returned to Japan in 1910. Kondo spent the
next year working for the Institute and, on
the side, he scoured the country in search of
venture capital for his proposed West Coast
enterprise. In early 1912 Kondo returned to
San Diego with the cash necessary to launch

his new business. Upon arrival Kondo dis-
covered Mexico in the throes of revolution.
Covering all eventualities he quickly entered
into negotiations for fishing concessions in
Baja California with the administration of
President Porfirio Diaz and followed up by
obtaining a covert agreement from the rebel
government headed by Francisco 1. Madero.
Next, he incorporated the Lower California
Mexican Industrial Development Company
as a legal entity in the state of California, and
sent his men to begin gathering and drying
abalone at Turtle Bay, Baja California, for mar-
kets in China and Japan.®

Yahachiro Inouye, one of the first con-
tract fishermen Kondo brought to Turtle Bay,
remembered it as a rich environment:

Abalone were found in abundance. It was

common to find them in layers of twelve
or thirteen. Now [1979] it is considered

Chickens, raised on the
by-products of the catch,
peck around the abalone
drying racks at Turtle Bay,
Baja California, in the late
1920s.

Collection of Toshiye C.
and Donald H. Estes
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good if a diver catches fifty or a hundred
kilos of abalone. At that time divers used
to catch five to six tons a day. Those using
hooks [from small boats] could catch a ton
a day.®

Kondo, however was by no means the only
Japanese who recognized the potential of the
local fishery. Lured by the promise of high
wages, other Issei with a wide range of fishing
experiences began to settle around the grow-
ing Japanese community that was centered on
Fifth and Island streets. By 1913 San Diego,
like other West Coast cities, had its own inde-
pendent fishermen’s association. The local
group, headed by Kichisaburo Nakamoto and
Ichimatsu Hamaguchi, was incorporated with
the State of California as the Japanese Fisher-
men’s Association of San Diego. Hamaguchi
in particular was a tireless organizer and work-
er. Stories are still told of his patient attempts
to teach the skills he had learned over a life-

time at sea to men who had always been farm-
ers. The majority of local Japanese fishermen,
however, were experienced practitioners

of their trade who brought with them tech-
niques and equipment that set the standard
for the growing fleet of tuna boats operating
out of San Diego.” From the technological
perspective, the stage was now set for the
expansion of an industry that would eventual-
ly put the food products of San Diego on the
nation’s tables, yet one significant element
remained missing — consumer demand.

In the second decade of the twentieth
century, Americans were not a nation of fish
eaters. It ultimately required a world war to
modify our long-held dietary habits. Assisting
the American people to survive the patriot-
ically-inspired “meatless” days of World War
I were a number of protein alternatives, of
which by far the most successful was canned
tuna.
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For the firm, white
meat, tasting a good deal
like chicken, it was sim-
ply a matter of the right
product being available in
commercial quantities at
the right time. By 1914,
the supply of inshore
market fish was depleted
to the point that local
fishermen were pushed

further out to sea, where

which reported that
between 1915 and
1920, the percentage
Of Japanese among the
state’s fishermen more
than doubled.’

In 1923 the United
States Department of
Commerce stated that
fhe “Japanese in San
Diego make up 50 per
rent of the crews [of

they began to harvest
large catches of tuna. Of equal importance
to the industry was the concurrent develop-
ment of a method that successfully allowed
the canning of tuna. It was this breakthrough
that facilitated the marketing of the product
to the interior areas of the United States.®

By 1918 the size of San Diego’s Issei-
owned or -operated fleet had grown to over
forty-five boats and the membership of their
five-year-old fishermen’s association to over
two hundred working fishermen. The rapid
growth in the number of Japanese fishermen
in the state drew the attention of the Cali-
fornia Fish and Game Report Commission,

fishing boats], 30 per
cent are Italian, 10 per cent are Portuguese,
and 10 per cent are Americans.”® Economic
conditions were good enough that the Issei
fishermen’s association built a new hiring
and meeting hall at the foot of Crosby Street
near the Van Camp Cannery."

By using the advanced technology they
had brought with them from Japan, Issei fish-
ermen rapidly gained a reputation for quick
voyages and full boats, a fact that did not go
unnoticed by local Italian and Portuguese
tuna men. Within months, Japanese meth-
ods and technology were in use throughout
the fleet.

Left: Looking every bit the
entrepreneur and political
activist that he was, Toku-
nosuke Abe turns on the
charm in his Crosby Street
office in 1940.

Collection of Toshiye C.
and Donald H. Estes

The Depression does

not seem to have dimmed the
spirits of those aboard Abe’s
newly-launched tuna boat
Alertin 1930. Abe stands
proudly just forward of the
pilot house.

San Diego Historical Society
Photograph Collection
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Fishermen relax around 1938,
pethaps happy that their boss,
Tokunosuke Abe, had recent-
ly won a U.S. Supreme Court
case, I. Abe v. California
Fish and Game Commission,
which was centered around
their boat.

Collection of Toshiye C.

and Donald H. Estes

Off the Baja California coast
in the late 1930s, the West-
gate’s Japanese crew prepares
to load the bait they have
netted.

Collection of Toshiye C.
and Donald H. Estes
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The first items to be universally embraced
were the strong yet flexible bamboo poles
seen on all Japanese boats. Soon the use of
one-, two-, three- and even four-man poles
allowed the landing of ever larger fish. The
appeal of the poles, as opposed to nets,
was that they minimized damage to the
catch.

Motosuke Tsuida, who skippered his own
boat, the White Cloud, described what Japa-
nese fishermen still call, “the pole method:”

The Italians and Portuguese were very
good fishermen. We learned from them
and they from us. They were good, but
they didn’t know about the advantages of
the bamboo pole. They used nets at first,
and it took too long to get the tuna free,
plus the fish were usually damaged in the
process.

Using the pole the Japanese fishermen
could catch the fish fast. Our men fished
with a certain rhythm and the fish would
come off the hook in mid-air. From a
distance the tuna looked like silver petals
falling from a tree.”

Facilitating the rapid removal of the tuna
from the line was another Japanese inno-
vation — the “squid.” A “squid” was in fact a
barbless hook introduced into this area by
Takezo Taniguchi. Taniguchi was hired by
the State of California following World War
I to conduct an extensive fishery survey of
Southern California. Later, Kondo employed
Taniguchi to conduct a similar survey of the
West Coast of Baja California. In 1928 Tani-
guchi left Kondo’s employ and opened a fish
and poultry market on the corner of Fifth
and Market in downtown San Diego. As a
sideline he began to offer fishing equipment
imported from Japan such as bamboo poles,
and a new item: mass-produced barbless
hooks, which became the basic component
of the “squids.”

To assemble a “squid,” a member of the
Taniguchi family secured a cluster of hackle
feathers from a rooster to the shank of a

Virtually all of San Diego’s Japanese community was invited to
major events like the 1936 maiden voyage of the ill-fated Vantu-
na. Within a month she capsized and was ignominiously towed
home upside down; refitted, she later burned.

Collection of Toshiye C. and Donald H. Estes

m Mains’t Haut SummMier 1999

MLoT HOUSE




Mains’t Haut Summvier 1999 m



hook, by wrapping it in dried chicken skin. The finished
“squid” was then attached to one-, two-, three- or four-pole
swivels depending on the size of the hook.

Within a short time Taniguchi was catering not only to
Japanese fishermen but to Italians and Portuguese as well.
Six months later the market was closed and the operation
devoted exclusively to the needs of the local tuna fleet."

Another Japanese fishing technique that the fleet adopt-
ed with alacrity was “chumming,” a practice widely used in
Japan but unknown on the West Coast. The early Issei fish-
ermen knew from experience that tuna would strike at live
bait if certain conditions were present. As Captain Tsuida
explained it:

Tuna are very strange. We knew that when they had
nothing in their stomach, they would not eat. After
they have something in their belly they go crazy and
will strike at anything. Today you call this a feeding
frenzy. In Japan we learned to open the belly of the
first tuna [and throw the entrails overboard] to see if
the catch was going to be good.™

Koshiro Miura, who supervised Kondo’s fishermen in
Mexico, described the chumming operation: “One man
was designated to throw live bait into the water in one
place to bring the tuna together. That job needed spe-
cial skill and was usually done by an old and experienced

fisherman.”®

Between 1915 and 1921 many of the Issei fisher-
men began to marry. Initially their goal had been to
make icibiman doru, or ten thousand dollars, and
return to Japan. According to Taketaro Enomoto,
another of Kondo’s fishermen,

I think that the best men saved about seven or
eight hundred dollars a year at that time [1927 to
1933]. You could work four years and save two

or three thousand dollars. That was like five or six
thousand yen. If you wanted to build a nice house
in our village it would cost you three or four hun-
dred dollars. If you could save five or six thousand
dollars you would be a very, very rich man. That’s
why we did everything we could to save money."

Even in America, however, wealth proved an elusive
commodity, as some of these men began to think
about establishing homes and families here.
Because relatively few single Japanese women
chose to emigrate to the United States, there was
a distinct scarcity of Japanese women in America.
Compounding the problem for Issei men were Cal-
ifornia’s strict anti-miscegenation laws. In these
circumstances many Japanese men turned to the
time-honored custom of the omiai or arranged
marriage. With the aid of family or friends in Japan,
couples were united by proxy and the new brides
sailed for the United States. On their arrival in San
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Japanese and Mexican
women labor side by
side in the Van Camp
cannery about 1930.
Both Fuji Nakamura
(second from right) and
Take Minemide (front
row, second from right)
were married to fish-
ermen.

San Diego Historical
Society Photograph
Collection

Flowers bloom

behind Mrs.
Nakamura, a cannery
worker, on

the pier at the foot of
Crosby Street. Families
attempted to make
homes for themselves
in spite of the primitive
conditions. Next to her
sits Michio Himaka,
whose mother Kazuye
stands at

far right.
Collection of Toshiye C.
and Donald H. Estes

Diego many women found employment in
the canneries that their husbands kept sup-
plied with tuna.”

San Diego’s Van Camp Sea Food Com-
pany provided housing for the families of
some of their Japanese fishermen. The area
known as “Fish Camp” was located on a pier
in back of the cannery that extended out
over the bay. Here in primitive conditions,
Issei families lived in board-and-batten shan-
ties and bore their American children: the
Nisei.

A second Japanese fish camp, connect-
ed with the Westgate Cannery, was estab-
lished further up the bay at what is now the
intersection of Kalmia and Pacific Highway.
Because the Westgate camp was six miles
north of Van Camp, the residents christened
their community “Hokkaido” after Japan’s
northernmost island.

Both parents of Hideko “Bubbles” Shi-
mazaki worked for Westgate, and she was
born across the street from Hokkaido. Bub-
bles remembers going to classes at Wash-
ington Elementary School, and having a
number of Italian playmates whose families

also fished. They all used to swim together
at a small beach next to the Coast Guard Sta-
tion. As a child she was frequently invited to
the homes of her Italian friends, though the
Japanese families, however, did not shop in
Little Italy.

The Italians kept pretty much to them-
selves. We had more contact with the
Mexican workers who were employed
by the cannery, especially the women
who worked the line together. There
were about an equal number of Italian,
Japanese, and Mexican women working
there.s

Local cannery operators, particularly
Van Camp, quickly recognized the financial
advantages of supporting one of the most
productive sectors of the fishing commu-
nity. As early as 1914, the Pacific Canning
Company agreed to finance the purchase of
tuna boats for Issei fishermen in return for a
percentage of the catch as repayment on the
loan.

In discussing the financial assistance
offered to Issei by local canneries, Taju
Koide, Captain of the Enterprise, pointed
out that: “On shore, the law would not allow
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us to own land, but at sea, one good trip and
you owned the boat.””

In 1924 Kondo’s expanding operation
sailed two newly constructed fishing vessels
from Japan to San Diego. The arrival of the
Haruna Maru and the Chichibu Maru gener-
ated considerable local interest, as they were
among the first fully-refrigerated boats in
Southern California. Four years later, Kondo
completed the construction of his cannery at
Turtle Bay, where he pioneered a technique
for canning abalone whole that is still in use
today.

During the 1930s, Issei and a scattering of
young Nisei were an important component of
the local fishing fleet. The decade also saw
them direct an increasing amount of time and
effort toward fighting off discriminatory legis-
lation issuing from Sacramento.

Between 1919 and 1933, seven bills were
introduced into the legislature to deny com-
mercial fishing licenses to persons of Japanese
ancestry. Each of these pieces of legislation

was turned back by a strong coalition of both
Japanese and non-Japanese fishermen’s asso-
ciations and the state’s cannery interests. In
1933 the legislature succeeded in placing a
restrictive change in the California Fish and
Game Code which effectively denied commer-
cial fishing licenses to the Issei.

These new regulations were immediately
challenged in the courts by Tokunosuke Abe,
President of San Diego’s Southern Commer-
cial Company, whose twenty-one vessels
composed the largest private fleet of tuna
boats on the West Coast. In 1935, the state
supreme court upheld Abe’s contention that
the offending statutes represented discrimi-
nation based on race and as such were viola-
tions of both the California and United States
constitutions. Three years later Abe spear-
headed another drive to defeat new state leg-
islation designed to restrict the role of Japa-
nese in the state fishery. He and his coalition
were again successful and the legislation was
defeated.”

New Year’s Day, 1934, at
the Crosby Street fish camp.
Next to Yaniko Okamoto,
standing at far left, crouches
Takichi Namiki (“Nami-
ki-San”); kimono-clad
Michiko Sakaguchi stands in
front of her father Tomkichi,
alongside her friend Asako
Kobayashi.

Collection of Toshiye C.
and Donald H. Estes
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Two generations of San
Diegans pose outside their
homes on Van Camp’s pier

in the early 1920s, with the
cannery behind them. This
man, known to all as “Nami-
ki-San,” was in charge of
looking after the children; fol-
lowing an accident in which a
child fell through a toilet hole
into the bay and drowned, an
older fisherman was designat-
ed to babysit. The boy in his
lap, wearing a cap, is Masato
Asakawa; Haruki Koba is
second from the left, and the
little girl is Yuki Nakamura.
San Diego Historical Society
Photograph Collection

Carp flags fly over the homes
of Japanese fishermen near the
Van Camp cannery on May

5, commemorating the “Boys’
Day” holiday. This pier stood
near where the Coronado
Bridge rises today.

San Diego Historical Society
Photograph Collection
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Tokunosuke Abe’s 1940 fleet of tuna
boats form a halo around him, but
within two years, the Second World
War and Japanese internment put an
end to San Diego’s Japanese fishing
community.

Collection of Toshiye C.

and Donald H. Fstes

In preparation for New Year’s Day,
these men pound steamed rice into
mochi at the foot of Crosby Street in
the late 1930s.

Collection of Toshiye C.

and Donald H. Estes

What years of attempts to enact
restrictive legislation against Nikkei
fishermen failed to accomplish, Pearl
Harbor and the subsequent exile of
all persons of Japanese ancestry from
the West Coast accomplished virtually
overnight. Although these men had
successfully weathered racially-moti-
vated attacks by elements of Califor-
nia’s society, they and their families
became victims of war-inspired hys-
teria.

Whatever antipathy San Diegans
outside the fishing community may
have held toward the Japanese, tuna
men of every ethnic group shared

respect for the contributions made by
the other groups.” The words of two
men who spent their lifetimes in the
tuna fishing community testify to this.
Anthony Mascarenhas, a Portuguese
fisherman who grew up in the local
fishery, said in 1980 that,
“If it wasn’t for the Japanese,
we would all still be setting in small
boats fishing out in the bay.”*
Veteran tuna fisherman Laurence
Oliver gave San Diego’s Issei pioneers
perhaps the simplest, but certainly
the most eloquent, testimonial of all:
“The Japanese - they were the best of
all fishermen.”#
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11
12
13

14
15
16
17

Collectively all persons of Japanese ancestry living
in the United States are known as Nikkei. Within
that category, subcategories identify the genera-
tions. The Issei are the immigrant generation; their
children, the Nisei, became citizens by virtue of jus
soli. See M. Sasaki, ed., Minamikashu Nihonjin
Shichijunen-shi [Japanese in Southern California: A
History of Seventy Years] trans. Donald H. Estes (Los
Angeles: Nanka Nihonjin Shoko-kaigisho, 1960).
Ibid.

For details of California’s Alien Land Law, see
Donald H. Estes, South Bay Monogatari: Tales of
the South Bay Nikkei Community (San Diego: Chula
Vista Historical Society, 1996): 31-58.

Manchester Boddy, The Japanese in America

(Los Angeles, 1921): 180; Ko Murai, ed., Zaibei
Nihonjin Sangyo Soran [Outline of the Works of the
Japanese in America] (Los Angeles, 1940): 736-37.
For a more extensive discussion of Kondo and the
San Diego fishery see Donald H. Estes, “Kondo
Masaharu and the Best of All Fishermen,” Journal
of San Diego History XXIII:3 (summer, 1977): 1-19.
Puerto San Bartolome is in fact two bays, with the
smaller shown on charts as Bahia Tortugas. West
Coast maritime circles refer to the whole area as
Turtle Bay rather than the correct Puerto San Bar-
tolome.

Yahachiro Inouye [also known as Luis Inouye], inter-

view by author, tape recording, Ensenada, Baja Cali-

fornia, 8 September 1973. Conducted in Japanese.
Koshiro Miura, interview by author, tape recording,
Monterey Park, California, 20 October 1973. Con-

ducted in Japanese.

Taketaro Enomoto, interview by author, tape record-
ing, San Diego, California, 24 April 1975. Conducted
in Japanese.

In the 1915-16 fiscal year, 491 of the state’s 3,758

fishermen, or approximately 13%, were Japanese.

In the 1919-20 year, 1,316 out of a total of 4,671

fishermen, or 28%, were Japanese. California

State Board of Control, California and the Oriental:
Chinese, Japanese, and Hindus (Sacramento: Califor-
nia State Board of Control, 1922): 105.

P.L. Bell and H. Bentley Mackenzie, Mexican West
Coast and Lower California, United States Depart-
ment of Commerce Publication 220 (Washington
D.C.: Bureau of Foreign and Domestic Commerce,
1923): 34-35, 167-68.

Minamikashu Nihonjin Shichinen-shi, 145.

Tsuida, interview.

Takeharu Taniguchi, interview by author, tape
recording, San Diego, California, 18 August 1976.
Tsuida, interview.

Miura, interview.

Enomoto, interview.

For a discussion of omiai see Estes, South Bay
Monogatari, 11-22.
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18 Hideko Shimazaki [nee Tsuida], interview by author,
San Diego, California, 27 January 1999.

19 Taju Koide, interview by author, tape recording,
San Diego, California, 15 January 1972. Conducted
in Japanese.

20 For a fuller discussion of the anti-Japanese fishing
legislation of the 1930s see Donald H. Estes,
“Offensive Stupidity and the Struggle of Abe Toku-
nosuke,” Journal of San Diego History
XXVIII: 4 (Fall, 1980).

21 William C. Richardson, “The Fishermen of San
Diego” (master’s thesis, San Diego State University,
1981): 148-49.

22 Anthony Mascarenhas, interview by the author,
San Diego, California, 19 November 1980.

23 Laurence Oliver, Never Look Backward
(San Diego: n.p., 1972): 67.
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Only fragments of the lives of most
of Southern California’s
pioneer Asian fishermen remain.

These pieces of Chinese porcelain were unearthed
in excavations of the Chinese fishing village on
Point Loma undertaken in 1991. Like the archaeol-
ogists who patiently pieced these sherds together,
historians work to reconstruct vanished ways of life.

Photographs by John Wright, courtesy Fort Guijarros Museum Foundation
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From the editor:

Alert readers of the Summer 1999 issue have pointed

out that the tuna pictured on pages 28, 29, and 32 are not albacore

as stated, but almost certainly yellowfin. We regret the error.
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his issue of Mains| Haul marks the fourth time in
succession that we have been able to combine the
independent research of several

scholars within a single coherent

theme, in this instance the maritime

By the end of the sixteenth century, the European
enterprise of seafaring had assumed characteristics of
what we might today call a large-scale technological

system, comparable in some ways to

transportation and communication

history of neighboring Baja California. FROM THE networks of the industrial age such as

Today we are ever more cognizant of a

the railroad, the telephone, and the
great proliferation in economic HELM automobile. Arguably, this was the first
and cultural connections between San

Diego and Baja California as the entire by Ray Ashley

region emerges as a powerful economic

entity with vast potential in the gelling

economy of the Pacific rim. As these connections
proliferate, encouraged by favorable trade agreements,
cultural diffusion, and the application of new
technologies, it is worthwhile to remind ourselves that -
we are living in the midst of a historical process that has long
antecedents. In keeping with our institution’s .
core thesis that maritime endeavor has been decisive

in the development of our community and our culture,

we have ample evidence within these pages that these
antecedents were for the most part maritime until the

Very recent past.

such large-scale technological system in
history and it endowed western
civilization with its first essential artifact
(or “superartifact” as some historians of material culture are
wont to say) capable of projecting European power and ideas
worldwide: the oceanic sailing ship.

Ultimately, this artifact would allow the once backward,

actious, and impoverished states of Medieval Europe to

~ control the x*f,i')rld’? oceans and many of the -s% they

washed, lishering in the modern era. By the 1540s, the
extent of that reach was just beginning to touch our now
familiar shores. From the perspective of Europeans, even
Europeans in the New World, the Californias were

indelibly linked as a single entity at the far reaches of the

known world, even as late as 1771, when the first




edition of the Encyclopeedia Britannica described “Callifornia”
as “a large country of the West Indies, lying between 1160 and
1380 W. long. and between 230 and

460 N. lat. It is uncertain whether it be a peninsula or an
island.”

Whether a peninsula or an island, California was
linked to itself and to everywhere else by ships, also
described in the first edition of Encyclopeedia Britannica
as “undoubtedly the noblest machine that ever was
invented.” The kind of ship to first provide this link, as
well as important information on how such ships were
manned and provisioned is described in Harry Kelsey’s
paper, using important primary source information
published here for the first time. We can discern the
difficulties involved in forging and sustaining such links
in the years to follow in Michael Mathes’ inquiry into
Francisco de Ortega’s third voyage. The political
emergence of Baja California and its linkage to the
new nation of Mexico as an expression of naval power
during the wars of Spanish colonial liberation is explored
in Carlos Lépez Urrutias paper “When the Chileans
Invaded Baja California.” Finally, Karina Busto Ibarra
describes the linkage of the Californias to each other and

: — - ——
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to Mexico during the steamship era, the same

period which saw San Diego finally begin to assume the
attributes of a city, connected to Baja California and to the
world by sea long before it was connected by

railroad, telegraph, automobile, telephone, air travel, or the
internet.

It is the ability of such connections to reinforce
themselves over time and to proliferate endlessly into
new combinations of technology, time, and distance
that perhaps constituted the essential power of the
oceanic ship and explain its rise as the essential artifact
of the modern era. In the words of Samuel Eliot
Morison, for us this arguably began when “Cortés went
on board his flagship, crossed the mouth of the Gulf,
sighted the coast of Baja California on 1 May 1535,
passed Isla Ceralbo on the port hand, entered the Bahia
de La Paz, landed (3:May), and took possession for
Charles V, under the name Terra de Santa Cruz. This
is the
discovery of California.”

1 Samuel Eliot Morison, The European Discovery of America:
The Southern Vioyages A.D. 1492-1616
(New York: Oxford University Press, 1974): 620.
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LA TRINIDAD

Ulloa’s Ship Of Discovery

by Harry Kelsey

ollowing the conquest of México, Herndn Cortés began to build
F ships in his newly constructed ports along the Pacific coast and
send them out to sea. He was looking for a route to the Spice
Islands and China, and perhaps even searching for a northern passage
back to Europe. In the course of several voyages, his crews reached
the peninsula of Baja California. For a brief time Cortés established
a settlement at a place he named Santa Cruz, where he put a trusted
lieutenant, Francisco de Ulloa, in charge. But the burning heat, the
arid countryside, and the unfriendly Indians proved too much for Ulloa
and his colonists. After less than a year Ulloa abandoned the place and
brought his people home.:
Cortés himself did not lose interest in the new discoveries. Instead,
he appointed another commander, Juan Castellén, to prepare a new
The probable . . .
appearance of expedition to reconnoiter the coast and see what lay further north.
La Trinidad, Initially he dispatched Castellén to the new port of Tehauntepec,
where his vessel La Trinidad could be refitted in
the shipyard being established there.2 Castell6n
finished his work about the end of May, 1539,
and a week later Juan de Toledo, the alcalde
mayor of Tehuantepeque, came aboard to
make the official inventory and authorize
the expedition to depart.3 The
inventory, now in the Spanish
Manuscript Collection of the
Gilcrease Museum, Tulsa,
Oklahoma, describes the
ship, the cargo and the
crew in
considerable detail.
With this information,
plus the detailed material
about sixteenth century ship
construction compiled by
Diego Garcia de Palacio, it is
possible to arrive at a fairly good
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2 have determined, with the ship Crinidad
and the few supplies and men to g0 on,
if God grant me weather, as far as ) can,
and the wind will pevmit...

Francisco de Ulloa, 1540

understanding of the looks of this significant vessel, the first to sail to
the mouth of the Colorado River and determine that California was
not an island.s

In the first published report of the expedition, the pilot Francisco
Preciado listed the size of La Trinidad as seventy tons.s This
corresponds well with the general information given by Diego Garcia
de Palacio, who said that ships built for the west coast ordinarily ran
from fifty to one hundred tons. A ship the size of La Trinidad would
have a length of about forty-five feet (a thirty foot keel, with an
additional nine feet of rake to the bow and six feet to the stern). The
beam was about twelve feet and the depth of the hold
about eight feet. With a floor (plan) of about three feet, the hull was
unusually slim, and the ship would run well to windward, though she
was very awkward before the wind.s

La Trinidad was a three-masted ship, as the inventory shows, with a
mainmast, foremast, and mizzenmast. The six sails evidently included
main and top courses on the foremast and mainmast, a lateen sail on
the mizzenmast, and a sprit sail on the bowsprit. All the rigging, the
sails, the iron work, the pump, the rudder, the lead sheathing for the
hull, and even the nails were listed in the inventory. All these items
were considered removable, and in case of severe deterioration or
shipwreck, they would be salvaged for use in another vessel.

In addition to
Capitdn
Juan Castellén there
was a master, Pablo
Vasco, who was second
in command. There were
also ten mariners and
three black
slaves, two apparently
intended to serve the
mariners, and one who
was a personal servant to

Castellén. Enslaving the
Indians had been forbidden

Harry Kelsey lives in Alta Dena, California,
and is the author of Juan Rodriguez Cabrillo.
His most recent book is Sir Francis Drake:
The Queen’s Own Pirate.

A cutaway view of

La Trinidad.
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for some years, but commanders often claimed to be taking Indians for

A Staﬂllng training as “interpreters.” For this reason expedition leaders such as
. Castellén were required to swear that they would not take any Indians
Slght abOafd the at all on the voyage.

. s Accommodations on the ship were rudimentary. There was a
Tflﬂldadi cabin with bunks for the captain and master, but the partitions were
movable, and they were taken down during a storm, along with the
topmasts, if there was sufficient time.7 On a small vessel like La
Trinidad the captain also served as pilot. His instruments were not
terribly sophisticated. The ship seldom ventured far from the shore,
oo L S0 2 compass, an hourglass, a %og line, anfi a sound‘ing lin‘e served most

navigational needs. All these items were included in the inventory
and thunder, ﬁgﬁtning of the ship, although every pilot was supposed to have his own

and some rain, the wwinds navigational instruments and charts.
ven when sailing close to shore the ship could be at sea for

t tyas so Adark
and, lfeﬂrlfnl/

at times contrary, noty
one tyay and novy the
other, tAat At times tye
thonght tve Lyere going
to pe (ost. Some said
they sary St. Llmo.
\Whatever it tyas J
Aid see, J saiy it on the
Trinidad, which tvas
trhere it appeared. [folio 1]

R A 1539
7 t kwas a .Sﬁlnlng In the new shipyard in the district and jurisdiction of Tecoantepeq
< [Tehuantepec], belonging to the very illustrious Sefior Don Hernando
Dﬁ /ect, o t/Le to ﬂ 4 f tﬂe Cortés, Marqués del Valle de Oaxaca, Captain General of New Spain
mamast. J Ap not
assert tyhether it tyas a

and the South Sea for His Majesty, on the seventh day of the month of
saint o1 Some pther

several days, so twenty casks of drinking water were included as

part of the standard equipment. There were also a small cannon
and sufficient hand arms to enable the sailors to make a reasonable
defense in case of attack. Anchors were lost with discouraging
frequency, so the ship carried four of these, about standard for the
time. There was a ship’s boat which could either be towed or carried
on deck, plus a launch and other equipment being taken to Acapulco
for the ships under construction in that port.

But all this is contained in the inventory, which is published here for

the first time.

June, in the year of the birth of Our Savior Jesus Christ, one thousand
five hundred and thirty-nine, on this day the very noble Sefior Juan de
Toledo, alcalde mayor in the said villa and its environs and jurisdiction
for his most illustrious lordship and in my presence, Francisco Ramirez,
notary, a servant of the same, the alcalde mayor went on board the ship

tﬁing, pnt tyhatever it
was, devont thanks
Aid it get, and sur Lord

tvas pleased that .s/mrtty

the tyeather Zmyoroved
and turned calm.

Francisco de Ulloa, 1540.
Saint Elmo’s Fire is an electrical

discharge sometimes encountered

by sailors during storms.

named La Trinidad, which belongs to the said sefior marques and which
is presently anchored in this same port and which is going on a voyage
of discovery, with good fortune. The captain and pilot of the ship is Juan
Castellon. This is the ship that the sefor alcalde mayor went to visit, and
he found that those who are going as master and mariners and slaves
and the supplies and rigging in the said ship are the following:

Pablo Vasco, master Mariner
Rodrigo Yanez

San Remo

Bernaldino Nicardo
Esteban Sastre

Andrés de Montén

<< <<<<
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[folio 1, verso]

Martin de Vermeo
Ochoa

Vergara

Joanes Vizcayno
Antén Fernandez

Black Slaves

V.  Two Blacks, one of whom is called Antén and the other Pedro, and
they belong to his lordship.

V. Another Black slave, who is called Francisco and who belongs to the
said Juan Castell6n, captain.

V. First, the ship is sound of keel and hull. There are four anchors,
plus a large galley anchor and a small anchor for a longboat together
with the boat itself.

V.  four anchor cables

V. a heavy cable

V. three [ordinary] cables

V. three other small cables, two of which have been used up in
trimming the sails, in renovating the shrouds, and in halyards and
running rigging and other minor needs of the said ship.

V. five large rolls of cordage that are included so there will be no
shortage on the said ship.

V. nine large pieces of small tackle.

V. one good cable and one that is neither new nor very long.

V. two bits of cable for tie runners.

All of this is brand new from Calatayud, except the cable that was
cut up which appears somewhat used, as do the two pieces.”

V. twenty-five pieces of canvas from which sails were made for the
whole ship

[folio 2]

and for doubled main courses he carries six canvases of the same
description which he says are spare courses.

V.

< << <<

< <<

SSEESEESERSIRSIR SRS IR i S SHE RSP SIS

forty-five hanks of thread for sewing sails and to carry so there

is no shortage.

a hundred needles that are used to sew sails.

another hundred that are carried as spares.

a mariner’s compass.

five large barrels of powder

seven falconets [small cannons] with fifteen canisters and with their
serving pieces”

four old cables that are serviceable; one is made of pita.”
the old sails of the same ship; they are not serviceable
and with this all the old rigging for the masts and the shrouds and
the rest, just as Juan Carrefno delivered it.

two hatchets that Juan Carreno delivered.

a hoe

a scraper

a shovel

an adze

two chisels

two curves™'*

three old augers

a hammer

a hook for stowing the anchor

one leather hose for filling water casks

one lantern

six hatchets

two other mariner’s compasses; one of these was brought

by the San Vicente

o

[Folio 1] 1539

En el astillero nuevo termyno y
juridicion dela villa de tecoante
pe ques dl muy yllr€ sefior
Don hernd© cortés marques dl Valle
de guaxaca capin general en
esta nueva espana y mar dl sur por su magt en los syete dias
dl mes de Junio afio del nascimiento de nro salvador
ihu xo de myll y qui®s e treynta e nueve afios
este dia el muy noble senor Juan de toledo allde mayor
en esta dha villa y sus terminos y juridi®® por su ylI™3
sefloria y en presencia de mi fran®© Ramyres escri®
criado por el dho el senor allde mayor fue y entro den
tro en el navio nonbrado la trenidad ques dl dho
sefior mars que al presente esta surxido en este dho
puerto que va a dscobrir con la buena ventura de que
es capin e piloto del Juan castellon el qual dho
navio el dho sefior allde mayor fue a visitar y
hallo e yvan en el por maestre y marineros las
personas y esclavos y cossas y aparejos dl dho
navio son las siguyentes

V pablo vasco maestre

marineros

V R° yaiez

V San Remo

V bernaldino nycardo

V esteban astre

V andres de monton

V mn de bermeo

V ochoa

V bergara

V' Joanes Vizcayno

V anton fenandez

[Folio Iv]
esclavos neg’s
V doss negros que se dize el uno anton
y el otro pedro son de su seforia
V otro esclavo negro que se dize
fran® ques dl dho Juan Castellon
capitan
aparejos del dho navio
V primeramente el dho navio estanco
de quilla y costado con quatro an
clavas con un Reson de galera
grande y otro Reson pequeiio
dla varca y la dha varca
V quatro cables
V un cablote
V tres guindalesas
V otras tres guindalesas delgadas
las dos dellas las qualles se gastaron
en guarnecir las velas en Refor
mar las obencaduras y en tricas
y amantes y otras menudencias
necesarias al dho navio
V cinco betas grandes que se llevan p
no menest en el dho navio
V nueve piecas de ga'cia menade® grandes
V una guindaresa buena aun no esta
flamante e no es muy larga
V dos pedacos de gindalesa p
hustaga
todo lo qual es nuevo flamante de calatayud salvo la ginda
lesa corta parescir a servido aun poco con los dos pedagos
V veynte e ¢inco piecas de alonas
de se hizieron velas p todo el navio

[Folio 2]
y para papahigos doblados lleva seys
lonas dlas dhas de ariba en que dize que
heran papahigos de Respeto
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[Folio 2v]

lo lleva el dho navio nonbrado la trenidad de Respeto pa sy es lo

syguiente

V quarenta e ginco obillos dhilo p coser
las vellas y pa llevar pa no menester

V cien agujas sean gastado en coser las velas
V unas otras ciento que lleva de Respeto
V' un aguja de marear

V cinco motones grandes

V quatro barriles de polvora grandes

V syete falconetes con quinze camaras

¥ con sus armas

V' quatro cables viejos pueden servir

es uno dellos de pita

V las velas viejas dl dicho navio no son
para servir

V y con esto toda la xarcia vieja p los arbo
les y ovencaduras y lo demas todo

como o entrego Juan carreflo

V dos hachas q entrego Joan carrefio

V un acadon

V un Rascador

V una pala

V un acuela

V dos escoplos

V dos gurvias

V tres barrenas viejas

V un martillo

V un gancho de alotar

V una manga de Cuero de envasar botas
V una lanterna

V seys hachas

V otras dos agujas de marear estaban
dlas truxo san Vicinte

V una anpolleta de san Viginte

V un balde de san Viginte

V un agitre de alaton de san Viginte es de coginar
V un verso con su servidor

V medio Cuero de Vaca dl navio de san Viginte
V diez e nueve lancas con sus hierros

V circina de un novillo y sebo

V ochenta cantaros de pez p llevar

V dogientos candelas de sebo

V quarenta Cargas de mayz de a media

hanega

V doze Rodelas de tecoantepe

V otras dos anclas su senoria manda se lleven p santo tomas
V una bonba p los navios de acapulco manda su st llevar

nueva

V un batel su st manda llevar los navios stan en acapulco
V dos dozenas de tablas su st manda llevar pa los navios

stan en acapulco

V mastil mayor y verga

V un trinte

V y mezana con sus vergas

V labonba del arte nuevo

V van velas de respeto nuevas para el dho navio
V va un timon

V van hierros dgovernallo ansy mismo ¢ sus clavos
V cadenas p la obencadura de Respeto

V seys cadenas c sus vigotes

V dos cadenas grandes para dar a los

cables para en tierra de guerra

no puedan cortallas y perder el na

vio y las anclas estas son gruesas y largas

V otra cadena grande para amarrar

la barca d la misma condicion

V quatro pares de grillones con sus chabetas

V cinco colleras d hierro

V quatro fisgas d cinco gujos

V quatro harpones grandes

V dos ganchos para la barca

[folio 2v]

V. one hourglass from the San Vicente

V.  one wooden pail from the San Vicente

V. one brass bucket from the San Vicente. It is for cooking.

V. one culverin [a long, heavy cannon] with its server

V. one half of a cowhide from the ship San Vicente

V. nineteen lances with their iron points

V. salted beef and tallow

V. eighty containers of pitch to be taken along

V.  two hundred tallow candles

V. forty cargas of corn of about half a fanega each™?

V. twelve shields from Tecoantepeq

V. another two anchors that his lordship orders to be carried
for the Santo Tomas

V. a pump that his lordship is ordering for the Acapulco ships
new

V. alaunch that his lordship orders us to carry for the
ships that are in Acapulco

V.  two dozen planks that his lordship orders us to carry for the

ships that are in Acapulco

The extra supplies that the ship named 7rinidad carries
for herself are as follows:

<< << << << <

a main-mast and yard

a foremast

and a mizzenmast with its yards

a new style pump

new sails that go as spares for the said ship

there is a rudder

there are also iron rudder fittings with their spikes
chains for the spare shrouds

six chains with their beams deadeyes

[folio 3]

V.

<L

<

two large chains to strengthen the cables so that in a war
zone they cannot be cut and lose the ship and the anchors;
these are big and heavy

another large chain to moor the ship; same condition
four pairs of fetters with their locks

five iron collars

four harpoons with five points [each]

four boat hooks

two irons for the pump

ten linked fishhooks

two hundred small fishhooks

two large adzes with iron reinforcement; one is curved
one large ladle for skimming the tar

two crowbars

one iron maul

three rigging hooks for the foremast

another leather sleeve for filling water casks
twenty-six water casks of about twelve iron hoops [in size]
six barrels of about six hoops [in size]

a funnel

three iron hand mattocks™*”

one thousand three hundred planking nails and
more small [nails]

one thousand five hundred flat headed nails in
addition to those used to fasten the lead plates on
the hull of the ship

three hoes
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V. two scrapers for [the hull of] the ship
V. a hundred cannon balls for the ship

[folio 3, verso]

twenty sounding lines

one dozen wooden plates

eight wooden bowls

one large saw and another small one
two caulking tools

one iron pike

two marlinspikes

a chisel

a water cask for the San Vicente
twelve barrel hoops in order not to run out
six loaves of sugar

S << <<<<<

All the aforesaid and above mentioned things I have
received; I the said Juan Castellén captain and pilot, of the
said ship Trinidad which is going on a voyage of discovery,
with good fortune. I have received all this from you the
said Senor Juan de Toledo alcalde mayor of the said Villa
of Tecoantepeq and its district, in the name of the most
illustrious lordship of the said senor marques and by
virtue of the power that you have from him. I am obliged
to render an accounting and a description of the said

ship and of all the things mentioned above to whomever
might be there to take it. In witness whereof I sign my
name. Done in the said shipyard of Tecoantepeq, the said
seventh day of June of the year one thousand five hundred
and thirty-nine. Witnesses who were present at the above,
being in the said port, Fernando Diaz and Francisco de
Salcedo. Juan Castellon.

Wherefore the said senor alcalde mayor, being in the ship
in the presence of me the said notary, inspected it and
saw it to be sound of keel and hull and having the gear
listed above. He ordered the said Juan Castellén, captain
and pilot of the said ship, not to take Indian slaves, be
they men or women, or Indian laborers, be they men or
women, under the penalty that if he should either take
them or order that they be taken, he would lose

[folio 4]
all his goods and the slaves would be freed, in conformity
with the cedula of his majesty. Whereupon Juan Castellén,
captain and pilot of the said ship, said that he accepts and
complies with this statement of the sefior alcalde mayor.
Witnesses are the said mariners and the said Fernando
Diaz. The place scratched out, where it says del Ju, and
where it says vigas, is proper as corrected, and the item
written between the lines, where it says los stands as
corrected. Francisco Ramirez, notary public, in this villa of
Tecoantepeq, servant of the said alcalde mayor, was present
for the above, and at the request of the said senor alcalde
mayor I wrote this, and I affixed here my sign
as testimony of the truth
Francisco Ramirez
Notary

V' dos hierros para la bonba

V diez anzuelos deadena

V dozientos anzuelos pefos

V dos aguelas grandes con sus estribos dhierro la una gurbiada
V una cuchara d hierro grande p linpiar la brea
V dos pies de Cabra

V una magito dhierro

V tres ganchos p el trinte

V otra manga de Cuero dhenchir botas

V veynte e seys pipas p agua de a doze arcos dhierro
V seys barriles de a seys arcos

V un fonil

V tres almocafres dhierro

V' myll e trezientos clavos de costado y mas chicos
V' myll e qui’s estoperoles de mas

de ¢inco myl estoperoles van hecha

dos en las planchas de plomo de costado

del navio

V tres acadones

V' dos rascaderos p el navio

V cien pelotas p el navio

[Folio 3v]

V veynte sondalesas

V una dozena de platos de palo

V ocho bateas

V una syerra grande y otra chica

V dos calefates

V un chaco dhierro

V dos punteros

V un synzel

V un barril dsan Vicinte

V doze arcos de pipas p no menester

V seys panes de agucar

todo lo qual que dho es y de suso Se contiene regibi yo
el dho Juan castellon capitan e piloto del dho navio
nbrado la trenydad va a decobrir con la buena ventura
lo qual Regibi de vos el dho Sefior Juan de Toledo
allde mayor en la dha villa de tecoantepe y sus
termyos en nonbre dla yllma sra dl dho Sefor mar
ques y por virtud dl pod del teneys y me

obligo de dar quenta y Razon del dho navio y de

todo lo suso dho a quyen potr su seforia me la oviere
de tomar e por 1 verdad lo firme d mi nbre st fho

en este dho astillero de tecoantepe enl dho dia

Syete de Junyo del dho afio de mill e qui’s e

treinta e nueve anos tos fuer presentes a lo suso dho
fernand diaz e franco de salzedo estantes en el dho
puerto Jn° castellon

E luego el dho Seior allde mayor estando dentro

en el dho navio en presengia de mi el dho escryo lo miro
e lo vido estanco de quylla y costado e con los
aparejos ya dhos y le mando al dho Jn’

castellon capitan e photo del dho

navio que no lleva esclavo yndio ny

yndia ny naboryo ni naborya So pena

en sy lo llevare o mandare llevar de perdimio

[Foio 4]
de todos sus bienes y los esclavos ansy llevare libres
conforne a la gedula dsu magt el qual dho Jno Castello
capitan y piloto del dho navio dixo sta escripto de lo
ansy haz e cunplir como por el dho Sefor allde
mayor le/ estando tos los dhos marineros y el dho
Ferdo diaz / va testado do diz /dl Ju / e do diz vigas pase por
testado e escripto entre renglones do diz en los vala / A yo Franco
Ramyres escryo puco en esta dha villa de tecoantepe /criado
por el dho Seior allde mayor fuy presente
a lo suso dho e de pedimio dl dho sefior allde
mayor lo escrivi e fize a_este mio sygno
E a tal en testamio de verdad

Franco Ramyres

escryo
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The woodcuts below, showing the
construction of sails, accompanied
Diego Garcia de Palacio’s 1587

treatise on shipbuilding in Mexico.

From left, a vela de mesana
(mizzen sail), a boneta, (bonnet),
and a papahigo, (mainsail). A vela
de gavia (main topsail) appears on
the following page.

on de San Andrés Voyage
Los Dia meszs September
of the
Trinidad
o o R riniaa
October 1 5 3 9
B.de
arcoy Q
|.deCedros<9 \ oEfligcho de S. Miguei
January 1540 23 September
W
Bahia de la Posesién
(Buaymas)
| os Esteros de Cruz
Ancoras Rlo Mayo)
F 7Y
B, § Nuestra Sefiora
). Sanfiago &g
Bahia de la oe!-‘ .R. S. Pedro y 5. Pauio
2 December 1539 N3 i. de Perlas 3 12 September
Punia de la Trinldad pgriataes 1§25 October Y
S Gz eI Guayabal (Cullacan)
27 August
Cabo San Lucas
7 November
[)
isiasde &,
Xalisco ®
santiago
8 July 1539

or some reason Cortés changed his mind about giving overall

command to Castellén and named Francisco de Ulloa to take

his place. Castellén probably received the news about June 7,
1539, when the agents of Cortés arrived to prepare the inventory of
his ship. Castell6n thereupon sailed north to Acapulco, where Ulloa
met him and formally relieved him of his command.

Relegated to a minor role as piloto mayor of the fleet, Castellén
spent much of the subsequent voyage making difficulties for the
new capitan general.¥ Given command of the large and lumbering
Santa Agueda, Castell6n first managed to lose a mast in a storm,
thus delaying the whole expedition for nearly another month. Then,
two weeks later, while entering the harbor at Santa Cruz, Castellén
ran the ship aground and caused another delay while the vessel
was floated free. The fleet then sailed up the mainland coast of
New Spain and back down the eastern shoreline of the peninsula,
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sketching newly-found
landmarks and naming
bays and channels.

When they reached

Santa Cruz once more

in the middle of October,
Castellén immediately set
about preparing documents
for a legal demand that Ulloa
return command of La Trinidad
to him. Ulloa refused, but the
documents provide us with the
first indication that the mythical
name California had been applied
to this region.

The voyage continued up the
western coast of Baja California, past
the islands near Isla Cedros, though
not much further. Here, in the spring
of 1540, Ulloa decided to send the Santa
Agueda home, while he took La Trinidad
north for a final attempt to explore the
northern coast. His crew included Bermes
the pilot, two Franciscan priests, a half-
dozen soldiers, and a dozen sailors, plus two
Indian interpreters (one from Sinaloa and one
from California). Contrary winds prevented
his ship from sailing very far beyond Cedros
and Ulloa finally stopped at a point he called Cabo del Engafo,
the Cape of Delusion. Turning south once more, he returned to
Acapulco with his ship and crew probably in the late summer of
1540.55 Though there is a persistent myth that Ulloa reached the
coast of Upper California, where he and his crew perished, Francisco
de Ulloa returned alive and well to Spain, where he testified in a
lawsuit two years later.1s

The first page from the
inventory of La Trinidad.
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Henry R. Wagner, “Francisco de
Ulloa Returned,” California Historical
Society Quarterly (September 1940),
19: 240-44.

Ibid.

The alcalde mayor headed the
municipal civil government of a
pueblo.

Instruccion nautica para navegar
(Mexico: Casa de Pedro Ocharte,
1587). Garcia de Palacio was a
scholar and government official

in Guatemala and Mexico. His

book on ship construction and
navigation is the first of its kind in
any western language. Although the
the Instruccion nautica specifically
describes ships constructed and used
in the New World, it is often cited in
general works on Spanish ships of
the sixteenth century, simply because
there is nothing else like it.

While the original of this report was
very likely written in Spanish, the
published text is in Italian, which

lists the size of the ship as settanta
botte. This is equal to setenta
toneladas in Spanish, or seventy
tons. See the definitions of botte,
tonello, tonnellata, and tunne, in
John Florio’s Italian-English dictionary
as revised by Giovanni Torriano,
Vocabulario Italiano & Inglese, A
Dictionary Italian & English Formerly
Compiled by John Florio and since
His Last Edition, Anno 1611,
Augmented by Himself in His Lifetime
(London: T. Warren for Jo. Martin, Ja.
Allestry, & Tho. Dicas, 1659), pages
not numbered. Richard Hakluyt's
sixteenth century translation of the
Ulloa narrative published by Ramusio
inferred

incorrectly that a botte was
equivalent to a pipa or half a ton,
and English-speaking historians
have followed his text ever since.
See for example, Henry R. Wagner,
Spanish Voyages to the Northwest
Coast of America (San Francisco:
California Historical Society,
1929): 304. Hakluyt's version is
in Third and Last Volume of the
Voyages, Navigations, Trafiques
and Discoveries of the English
Nation (London: George Bishop,
Ralfe Newberie, & Robert Barker,
1600): 397. The original Italian
text of the narrative is in Giovanni
Battista Ramusio, Terzo Volume
delle navigatione et viaggi (Venice:
Stamperia di Giunti, 1565): fol.
339-70. Interestingly enough,
John Florio’s earlier translations

of Ramusio’s Italian text of the
Cartier narrative uses the terms
correctly, translating botte as tun,
tunne, and tunne burthen. See
John Florio, A Short and Briefe
Narration of the Two Navigations
and Discoveries to the Northweast
Partes called Newe Fraunce: First
translated out of French into Italian,
by that Famous and Learned Man
Gio. Bapt. Ramutius, and Now
Turned into English by John Florio
(London: H. Bynneman, 1580): 1
and 28. Any lingering doubt is
removed by an inspection of the
original French manuscript account
of the Cartier voyages, where the
ship sizes are given in thonneaulx
or “tons’ burden.” See the text
and translations in H. P. Biggar,
The Voyages of Jacques Cartier,
Published from the Originals with
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Translations, Notes and Appendices,
No 11 of the Public Archives of
Canada Publications (Ottawa: F. A.
Acland, 1924): 4, 93.

The plan or floor is the flat part of
the deck resting on the keel. The
measurements are an interpolation
of the dimensions given by Garcia
de Palacio for ships of 150 and
400 toneladas. See his Instruccion
nautica para navegar, fols. 89-97v.
During a severe storm in the
subsequent voyage, the pilots

not only had the cabin partitions
removed, but also the sails, masts,
and rigging. Ramusio, Terzo volume,
fol. 352.

Calyatud, in Spain, was known for
the quality of its rope manufacture.
A falconet is a small cannon.
[Editor’s note: the fifteen cameras
cited in the inventory could also
refer to the removable breech
chambers common on sixteenth
century artillery.]

10

"

12

13

14

15

16

Pita is a plant from which an inferior
quality of rope was produced.
Possibly patterns for making ribs

for the ship, or tools for measuring
curves.

A carga is a measure of grain whose
size varies, but is less than a bushel.
These objects (almocafres) could also
be awls or punches.

Unless otherwise noted, details of the
voyage are taken from the original
manuscript report of the expedition
in Archivo General de Indias,
Patronato 20, no. 5, ramo 11. There
is a good translation by Irene A.
Wright in Wagner, Spanish Voyages,
15-50.

Wagner, “Francisco de Ulloa
Returned,” 240-244.

Mexico, Archivo General de la
Nacién, Hospital de Jesus, legajo 300,
fols. 145-55. Ulloa's testimony was
taken in Valladolid, on 5 May 1542.

This 1545 map was based in part
on Ulloa’s discoveries. Cabo de
Engaiio is the point at which the
charted coast ends.

Museo Naval, Madrid
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Francisco
de Ortega’s
Third
Voyage

to the
Gulf of

California

Fantasy
or Historical
Reality?

By Michael Mathes

The Jesuit Father Fernando Consag’s 1746
map shows correctly that Baja California

is a peninsula, after over a century of
controversy.

n 1972, Father Ernest J. Burrus, S.J., a prominent historian of Spanish
IColonial America, published an article calumniating the Spanish

explorer Francisco de Ortega. In “Two Fictitious Accounts of Ortega’s
‘Third Voyage’ to California,” Father Burrus, with a good deal of sarcasm,
exaggeration, and irony, stated that Ortega had “forged” the “fictitious,”
“false” reports of an “apocryphal” 1636 voyage in the Gulf of California,
in which he had made “impossible” claims, been “dishonest,” “lied,”
and committed fraud, with the “ulterior motive” of furthering his aim
to continue his “lucrative” pearl fishing in the Gulf.1 While historical
documentation does show that Francisco de Ortega was not the most genteel
of expeditionaries, he is not deserving of the foregoing statements, and were he
or his immediate family alive when Father Burrus’s article appeared, a suit for
libel, slander, and defamation would probably have been filed (and won). That
not being possible, this article must serve to give this much-maligned explorer
his “day in court.”

Historical Background to Ortega’s Voyages

By the mid-sixteenth century, Spanish exploration of the Pacific coast of
the Californias had proved the area to be of little interest for colonization or
economic development. After 1565, however, this unpromising coast was
considered to be of great strategic importance as a site on which to establish
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a safe supply port for the Manila

galleons. By the time these galleons

made landfall near the end of their

grueling annual voyage from the

Philippines to Acapulco, carrying

highly valued cargo of merchandise

including silks, porcelains, lacquer-

ware, and silver, their crews were

often in desperate straits and

required reprovisioning. Further,

some form of possession was

necessary to defend Spain’s claim

to the Californias against English

encroachment, but the climate

of the northern California coast

and winds and currents contrary

to northerly sailing diminished

enthusiasm for settlement.

Although voyages in the Gulf of

California by Francisco de Ulloa

and Hernando de Alarcén in 1539

and 1540 had demonstrated the

peninsularity of California, belief

in its insularity persisted, with

some navigators suggesting that the mouth of the Colorado River was only

a narrows which would shortly widen to an inside passage between the

“island” of California and continental North America.
his concept that California was in fact an island received renewed
popularity thanks to the wishful thinking of Fray Antonio de la
Ascensién, who was the second cosmographer on the voyage of

Sebastidn Vizcaino to southern Oregon in 1602-1603. He believed that

the Gulf of California, thanks to its warmer climate and more favorable

currents, would provide an ideal passage northward to the end of the island

of California. There, awaiting discovery, lay the entry to the Strait of Anidn,

the reputed water passage from the Pacific to the Atlantic. Establishment of a

safe port for Manila ships at the entry to this strait would permit the galleons

to sail directly to Spain, and communication with this port could best be

achieved via the Gulf of California.

The wide acceptance of this fanciful concept resulted in a diversion of
maritime exploration in the Californias from the Pacific coast to the Gulf.
To finance these expeditions, the crown granted their commanders exclusive
rights to fish and trade for pearls, a known resource in the region. In exchange
for this monopoly, contractees were to settle the region, chart the coasts, and
discover the entry to the elusive Strait of Anidn. In 1611, Tomds de Cardona
was licensed under these conditions, and in 1615 Nicolds de Cardona, his
nephew, and Juan de Iturbe explored the Gulf of California as far north as Isla
Tiburén. Upon their return to Acapulco, however, their ship was captured
by the Dutch pirate Joris van Spielbergen, and, following several attempts to
continue their enterprise, the Cardonas lost their license. Petitions ensued,
and hearings were initiated in 1628 which resulted in the transfer of the
monopoly in November, 1631 to Francisco de Ortega and his partners.

California is shown
as an island in this 1625
English map.

Michael Mathes, of Plainview, Texas, is

the author of numerous books and articles

in English and Spanish on the history of the
region known as the Spanish Borderlands.
Thanks to his scholarship, he was awarded
the Orden Mexicana del Aguila Azteca, the
highest honor which the Mexican government
bestows on non-citizens.
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fter constructing and outfitting his ship the Madre Luis de la

Ascension on the Nayarit coast, Ortega began his first voyage to the

Gulf, sailing for Mazatldn on February 27, 1632 with Father Diego
de la Nava and pilot Estéban Carbonel de Valenzuela, and continuing from
there northwestward into the Gulf, carrying a lead-weighted diving bell
to explore pearl oyster beds. He discovered and named Isla Cerralvo, then
explored the Baja California coast southward to Cabo San Lucas; returning
north, he named Isla Espiritu Santo and entered and explored the Bay of La
Paz. After further charting Isla Espiritu Santo, Ortega returned to Sinaloa.
Following repair and reprovisioning at Mazatldn, he made a second voyage
to the Gulf on September 8, 1633, establishing a base at La Paz, exploring,
naming islands and bays, and charting the Gulf north to Isla San Ildefonso.
Returning to La Paz in late November, Ortega explored by land to Bahifa
de las Palmas in January and February, 1634, and returned to Sinaloa on
April 8. Although accurate charting, fixing of permanent place-names,
and descriptions of pearl oyster beds had been completed north to Isla San
Ildefonso, Ortega prepared his third voyage, whose authenticity has been
challenged by Father Burrus. Ortega reported that on January 11, 1636, he
left the Sinaloa coast, reaching the coast off La Paz three days later. There,
Madre Luisa de la Ascensién was struck by a storm and driven against the
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shore where she was badly damaged. Following forty-six days of repair and
rebuilding, Ortega attempted to continue his expedition on March 10, sailing
and charting northward to Isla Tortugas before returning to Sinaloa on May
15. Although the voyage was a failure for Ortega—he was bankrupted

by failing to recover sufficient pearls and by the wreck of his ship—he
successfully charted and permanently named the islands, principal points of
land, and bays in the Gulf of California.

The Authenticity of Ortega’s Third Voyage
Father Burrus, employing two reports of Ortega’s third voyage published

by this writer in 1970, “Descripcién y demarcacién de las Islas Californias...”

[hereinafter, “Demarcacién”} and “Relacién circunstanciada de los tres viajes...”

[hereinafter, “Relacién”},2 argues that the contradictions, inaccuracies,

and “impossible claims” found in the two documents shows that they were

“fictitious” and “forged.” He further states that the only reliable information

in the documents relative to Ortega is his biographical data, that he could not

have rebuilt his vessel after it had broken up going aground south of Bahfa de

La Paz, and observes sardonically that the “fierce” Indians of La Paz were “for Bahia de la Ventana, possibly the

once most docile and cooperative.” site of Ortega’s disputed shipwreck.
Father Burrus, as the leading specialist in Jesuit history in New Spain, Courtesy Harry Crosby.

particularly attacks Ortega’s account of the voyage on the grounds that Father
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This woodcut was intended to show how
Spanish shipwrights in the Americas,
like Ortega, computed the proportions
of a ship’s hull. From Diego Garcia de

Palacio’s 1587 Instrucién ndutica.

Roque de Vega, the priest who reportedly accompanied the expedition, not
only could not have communicated with the Indians as claimed, but never
actually existed. In the documents of the voyage, Vega is mentioned on four
occasions as a member of the Society of Jesus; however, since no Jesuit by that
name ever appeared on the rolls of the Society in New Spain, Father Burrus
presumes therefore that Vega was a pure invention. Similarly, the failure of
Father Vega’s name to appear in documents of the jurisdictional dispute over
California between the bishops of Guadalajara and Durango (Guadiana) or in
the work of contemporary chronicler Andrés Pérez de Ribas, S.J., also seems to
support the concept that the priest was a fictitious character.

Ortega’s efforts to survive the disaster and complete his voyage, and
his occasional good fortune after his shipwreck are also objects of ridicule
to Father Burrus. He mockingly terms “marvelous,” “miraculous,” and to
“surpass all belief” incidents including the use of a diving bell, the escape from
injury of all those aboard when the ship dragged its anchor and went aground,
the floating to shore of supplies and the priest’s Mass kit, the rebuilding of the
ship, the continuation of the voyage, and its termination due to cold weather.
Correctly noting Ortega’s often gross errors in latitude readings, lesser errors
in judging distances, as well as discrepancies between the “Demarcacién” and
“Relacion,” and claiming that the third voyage was expressly prohibited by
the viceroy, Marqués de Cadereyta, Father Burrus concludes his arguments
that the voyage was pure fiction.

11 of the foregoing, and other conclusions of Father Burrus in his

article notwithstanding, Ortega did in fact make the voyage he

claimed to have made, in a manner more or less as he stated. A
more precise, contextual analysis of the documentation used by Father
Burrus, as well as of material which has subsequently come to light, within
a framework based upon known aspects of maritime history and Spanish
administrative law in the seventeenth century, clearly demonstrates that
most of Ortega’s actions and claims were totally reasonable, and that the
“impossible,” “incredible,” and “miraculous” would have been within his
ability to perform.

While exaggerations, false hopes, inaccuracies, and contradictions may
make historical documents dubious, they are not factors which absolutely
prove them to be fictitious and forged. Considering the extraordinary

penalties, including
death, for the fabrication
or forgery of official

documents in Spanish
domains, the risks
would have far
surpassed the benefits.3
Furthermore, the
original “Descripcién”
was attested to by the

captain and alcalde mayor

of Sinaloa, Francisco de
Bustamante, by Father
Juan Romero, S.J., a

Jesuit missionary in

Sinaloa, three residents
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of the province, eight members of the expeditioy, as well A nineteenth

as Ortega and Vega, and later copied and certifie) by century diving bell
royal scribe Joseph de Cuenca on October 27, 1636'an\] by the in use by salvors.
secretary of government, Luis de Tovar Godinez, on Novmber 11
of the same year.4 The

“Relacién”, signed only by Ortega, was, like the “Demarcac\én,”
an official document remitted to the viceroy, and was accompapied
by a third report, the “Descripcién mui circunstanciada de los
Comederos de Perlas que descubrid...” of October 20, 1636,
which also was based in part upon the third voyage.” Were these
documents false, this conspiracy to defraud the monarchy would
have involved high government officials, priests, and sworn
notaries. It is most unlikely, particularly given the extraordinary
security relative to California as evidenced by the Vergara-
Carbonell trials of 1635, that Ortega could have fabricated his
story and fooled “all of the people, all of the time.” °

hile there is not enough available material for a
full-length biography, there is more documentation
relative to Ortega than supposed by Father Burrus.

Ortega was a carpintero de ribera (shipwright), and with his
brother Hernando and his cousin, Domingo de Savala, he was
employed in Nayarit by Sebastidn Vizcaino’s son-in-law, Martin de
Lezama, to build a ship for exploration in the Gulf of California.
There was a conflict between the men and Lezama, and the latter
claimed that in November of 1628 the three had attempted to kill
him.’

Thus, clearly Ortega was knowledgeable in the field of
shipbuilding, a rather rustic individual, and a man of good fortune
who somehow escaped conviction for the crimes alleged against
him. He obtained his license to carry out exploration through
influential businessmen who were willing to finance his venture,
and his skills were those of a seaman, shipbuilder, and pearl fisher,
not a practiced celestial navigator." Ortega’s skills are evident in
his construction of a diving bell, a device long in use by salvors
on the coasts of Europe. Contemporary diving bells, such as that
invented by Richard Norwood in 1612, were simple weighted,
inverted casks which trapped air, permitting the occupants to
salvage or rake up pearl oysters through the open bottom; most
likely the Ortega design followed this pattern.” Prior to his first
voyage in 1632, Ortega claimed the device permitted two persons
to descend to any depth and remain for ten to twelve days, but
evidently these claims were found to be exaggerated for they were
not repeated in relation to his second or third voyages."

Since all ships conducting lengthy voyages or exploring
uncharted waters carried virtually everything necessary to build
a ship except lumber, {see the preceding article — ed.} certainly
a man of Ortega’s experience could plausibly have repaired a
smashed hull using salvaged planking and lumber from the
mesquite, palo blanco, palo fierro, or palo brea trees which abound
in the area south of La Paz, within the forty-six days he claimed.

As regards the reported recovery by Ortega and his men of much
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Native Baja Californians,
from George Shelvocke’s 1726
A Voyage Around the World.

of their supplies, trade knives, and other items, it is not surprising that much
would float, since almost everything carried aboard ship was packed in wooden
barrels or crates, and normal wave action tends to wash flotsam ashore." Once
Madre Luis de la Ascension was afloat again, Ortega and his crew could have
survived as he claimed; sailing close to shore, he could easily put in at night,
camp ashore, send men out to forage for small game, shellfish, and also to
fish during the day as did the local Indians, and thus, unlike survivors on the
open sea, provide an appropriate diet for his crew of twenty. One piece of
evidence indicating Ortega’s direct knowledge of the area he claimed to have
explored after the wreck is his record of the position of pearl oyster beds he
discovered, which is extremely accurate and conforms with later explorations."
Ortega’s feat of skill is extraordinary, but less so than the earlier California
survival sagas of the twice shipwrecked Sebastidn Rodriguez Cermefio, who
sailed makeshift vessels in 1587 and 1595 from Cabo San Lucas and Drakes
Bay, respectively, to the coast of Nayarit.” Certainly if Father Juan de Ugarte,
S.J., trained as an agriculturist in Honduras, could build the ship El Triunfo de
la Cruz from native materials in Baja California and sail it from Loreto to the
Colorado River delta and back to La Paz in 1720, an experienced shipwright
such as Ortega, using salvaged planks, keel, and iron, could do the same in
1636."

rtega’s calculations of latitude reached in the Gulf of California are

indeed grossly erroneous, so much so that, compared with headway,

they themselves support the simple veracity of the document,
for even the most untrained could recognize their impossibility under sail.
Apart from simple mistaken dictation, they can only be explained by the fact
that Ortega was not a trained navigator or cartographer, nor even a trained
observer. With wishful thinking, he may have hoped that he had gone further
north than had his predecessor Nicolds de Cardona, who had also claimed
an absurd latitude, in the attempt to reach the end of the reputed “island”
of California and discover the Strait of Anidn.” The unlikely-sounding cold
weather he reportedly encountered in the northern Gulf in late May may
not have been particularly unusual during the years of the “Little Ice Age,”
especially with a north wind out of the still snow-covered highlands of
California and Arizona, snow-melt runoff filling the Colorado River, and those
at sea accustomed to the warmer clime of Sinaloa.'®

As for the mysterious Father Roque de Vega, he was in fact the expedition’s
chaplain, and a parish priest (presbitero) of the diocese of Guadalajara. He was
referred to incorrectly as a Jesuit on four occasions in the “Demarcacién,” a
document which was composed by a scribe, not a member of the expedition,
but he is referred to simply as a priest an equal number of times. Tellingly,
Vega’s signature lacks the customary S.I. or IHS of Spanish Jesuits. Because
the black cassocks of diocesan clergy and Jesuits were virtually identical, and
the expedition set out from an area ministered by Jesuit missionaries, the
confusion of an unspecialized scribe, appointed solely for the single voyage,
is certainly possible. In the “Relacién,” personally authored by Ortega, Vega
is referred to as “presbitero,” just as he refers to himself in legal documents in
Guadalajara in 1611 and 1618." Vega was not licensed to establish missions,
but was to serve as chaplain for the crew of Ortega’s ship, and his efforts at
evangelization were, as in the case of his predecessor Father Diego de la Nava,
a part of his vocation.
How he communicated with the Pericd people of La Paz can only be
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speculated upon. He
probably followed the
methods employed by
thousands of other priests in
dealing with Indians and by
other clergy who visited La Paz,
such as Nava, and later, the Jesuit
Fathers Eusebio Francisco Kino, Juan
de Ugarte, Jaime Bravo, and Clemente
Guillén, since none of them spoke Pericti
either; there seems to be no reason to believe
that Vega’s capacity was unusual.”® The Perict
were certainly not “fierce” since their pacifism was
the cause for the name “La Paz” itself, and friendly
relations had been established on the second voyage
by Ortega and Nava. The contact with Indians
claimed on the third voyage is substantiated by the
distinction Ortega draws between the Pericd language
of La Paz, isla San José, and isla Espiritu Santo, and the
Cochim{ spoken in the region of Loreto, a division noted by later
observers and ethnographers.”’
hat Vega was not mentioned in the lengthy 1682 testimony
relative to the dispute over ecclesiastical jurisdiction in California,
which arose in 1633, is unsurprising because the question was settled
by royal provision in 1634, and any citation after that date of the subsequent
sending of priests or the licensing of regular clergy for California would have
been irrelevant and superfluous.” Also, the fact that Vega is not mentioned
by the chronicler Pérez de Ribas does not seem notable, since he does not
mention Ortega or Nava either, both of whom indisputably existed.”
Though there are indeed differences between the “Demarcacién” and
“Relacién,” the two documents of this voyage, these are not surprising either,
since the former was written by a scribe as a full report based on logs and
notes upon return from the voyage, subsequently submitted as evidence
to secure a new license, while the latter was written by the captain as an
abbreviated, extemporaneous account or overview of events (circunstanciado)
several months later; under any circumstances, the differences cannot be fairly
termed “radical.” The principal difference, the greater horror of the wreck in
the “Demarcacién,” is probably the reaction of an inexperienced scribe rather
than a seasoned seaman.” Finally, Ortega was not specifically prohibited from
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furcher voyaging in the Gulf by the viceregal order of November 11, 1636,
as Father Burrus suggests, but rather all contenders, none specifically named,
were halted.”

he foregoing observations clearly reestablish the veracity of Ortega’s

reports of the voyage, clear him of the charges that he never reached

Baja California in 1636, and refute the assertion that his ship was
actually wrecked on the mainland coast or sold. The mere facts that a chaplain
was erroneously called a Jesuit on four occasions and that latitude readings
were extremely exaggerated is not sufficient to invalidate the entire voyage.
Furthermore, on February 19, 1661, based upon the testimony of these
three voyages, and favored by the fiscal Dr. Manuel de Escalante y Mendoza
and oidor Lic. Francisco Calderén y Romero, Viceroy Conde de Bafios issued
an order that no impediment be placed against Francisco de Ortega for the
building of boats and the hiring of voluntary Indian labor for the purpose of
fishing for pearls in the Gulf of California, and granted a license permitting
him to fish for pearls in those beds which he had recorded.” Although Ortega
did not proceed under the terms of this new license, probably due to age, its
mere issuance gives further credence to his claims of a quarter-century earlier
and establishes him as a major explorer of the Californias. If not, then his
evident defrauding of two important royal officials and a viceroy, after all
of the fraudulent activity attributed to him by Father Burrus, places Ortega
among the most daring, skilled, and convincing of perjurers, impostors,
frauds, and con men of Spanish America, for his claims still cannot be
documentarily, geographically, or physically disproved.
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naval power in the Pacific was not Spain, nor one of the other

European powers, nor yet the United States: it was Chile.
During the wars of independence which forced Spain to give up her
American empire, the new nation’s squadron captured or forced the
surrender all but two of the Spanish warships on the west coast of South
America, and privateers flying the Chilean flag reduced Royalist sea
trade to a trickle. In the series of little-known events which are the
subject of this article, the young Chilean navy even flexed its muscle
on the shores of Baja California, helping push this isolated Royalist
province into the new Mexican nation. Some of the accounts of these
events are based on Mexican documents, published here in English for
the first time.'

Chile built her Navy by purchasing ships in England, by
capturing Spanish prizes, and by hiring some very talented help.
Lord Thomas Cochrane, a Scottish captain who had gained fame
and fortune in the Napoleonic Wars but had fallen out of the
Admiralty’s favor, was recruited by Chilean agents in England to
take command of the new navy. In 1818, while awaiting Cochrane’s
arrival, the first Chilean Squadron sailed under the command of
Admiral Blanco Encalada, who captured an eleven-ship Spanish
convoy sent to reinforce the Peruvian viceroy, then under threat of
attack by General José de San Martin, the Argentinean Liberator.>

Assisted by British, American and Chilean officers, Cochrane
brought the Chilean Navy up to standards of discipline and
performance similar to those of the Royal Navy, and his captains
were all former Royal Navy lieutenants or commanders. Assisted
by privateers, the fleet cleared the coast of Spanish shipping.

l ‘1 or several years in the early nineteenth century, the dominant




His landing operations became legendary in South America, as the
strongholds of Pisco, Valdivia and Arica fell to his amphibious attacks.
He blockaded Callao, preventing the Spanish Pacific Squadron from
sailing, and the squadron captured several merchant ships and cut out
the Spanish flagship Esmeralda from under Callao’s guns. His fleet of
sixteen ships and nine men of war transported San Martin’s Army to
Peru.

In February, 1822 the squadron reached the coast of México,
searching for the Spanish frigates Prueba and Venganza, the last
two Royalist warships in the Pacific. For their part, the frigates
themselves had sailed from Acapulco in search of Cochrane in order
to surrender. Admiral Cochrane was welcomed to México, and
even invited by the newly established Emperor Iturbide to visit the
capital, but he was in a hurry to return to the Southern Hemisphere.
The long voyage from Peru had exhausted his supplies, and although
he was able to get some goods at Acapulco, his pursers were unable
to purchase enough beef and flour there to supply his six ships. The
local governor, Basilio De la Géndara, suggested that further supplies
could be obtained in Baja California. The admiral therefore ordered
Captain Robert Wilkinson of the sloop Independencia to sail north,
taking along the brig Araucano. Wilkinson was to go to Loreto, the
capital of Baja California’s missions, where the father superior could
authorize him to buy and butcher the cattle that he needed.

México, however, was in a chaotic state after twelve years of
continuous war, and distant provinces such as the Californias, Texas
and New Mexico had little or no communication with the capital.
Out on this periphery, the Spanish flag still flew, and citizens of the
newly independent nation were largely in the dark as to the events

Lord Cochrane had a long and colorful
career in and out of the Royal Navy.

Cabo San Lucas, at the tip of Baja
California.

Courtesy Harry Crosby




A Baja California Indian, thirty years after
the Chileans’ visit.

in México proper.

In his instructions to Wilkinson, Cochrane mentioned that a
silver-laden Spanish ship was reportedly about to sail for Manila
from San Blas, on the Mexican mainland, and could potentially
be captured. Wilkinson decided to send the Araucano, under the
command of Roberto Simpson, directly to Loreto to begin buying
cattle and preparing the meat for jerky. In the meantime, he and the
Independencia would cruise slowly in front of San Blas and keep an eye
out for the ship at the tip of Baja California, where the mission and
town of San José del Cabo were located.3

For several days the Independencia tacked back and forth, slowly
sailing north, until sighting Cabo San Lucas. Not finding the Spanish
ship, Wilkinson coasted towards San José. Along the way, Indian
fishermen they encountered told them that a Spanish warship was
anchored there. Relying on deception and the element of surprise,
Wilkinson decided on a plan of attack, running in his guns and
covering the gun ports with sailcloth. To complete the Independencia’s
disguise, he hoisted the Union Jack.4

n the afternoon of February 17, 1822, the Chileans entered the
Ibay and sighted the enemy vessel, a brig of war flying a command

pennant and a large Spanish flag. She was anchored a considerable
distance from shore, and Wilkinson was able to approach close enough
so that the Spanish captain could communicate through a speaking
trumpet. In broken but peremptory English, the captain demanded to
know what this English ship was doing in the waters of His Catholic
Majesty, ordered him to anchor alongside, and directed that a boat be
sent immediately with the ship’s papers. In compliance with this last
order, Wilkinson ordered that a boat be manned-but carry instead an
armed party of sailors and marines under the command of Lieutenant
Richard Vowell. As their oars hit the water, the Union Jack was run
down, and the starred flag of Chile rose in its place. More unpleasant
surprises awaited the Spaniard, for shortly the sailcloth dropped from
the Independencia’s gun ports and eight cannons pointed at him, their
gunners standing by with lighted matches in hand. The captain struck
his colors and some of those on deck jumped overboard, such was the
terror which tales of the Chilean insurgents inspired in those waters.

The first task of the boat was to pick up the men floating
in the water, who likely would have drowned, for the distance
to shore was over two miles. Those rescued expressed surprise,
expecting to be greeted with shots instead. Wilkinson invited the
captured captain aboard, and in friendly conversation learned that
the ship was actually a Mexican merchantman, the San Francisco
Javier or Alcién, which traded between Mazatldn and Upper
California. She flew the Spanish flag and pennant, her captain
insisted, because it was the only way the presidios and missions
would allow him to trade. According to him, these places had
ignored Mexico’s independence and remained loyal to Spain.5
The Chilean captain also found out that the people aboard the
“Spanish” ship were locals who had were assisting in replacing her
rudder.

The presence of these local citizens as hostages gave Wilkinson
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confidence that he could now attempt to operate on land, despite
the apparent loyalty of the province’s people to Spain. That same
night, he ordered the capture of the village, and at midnighte,
a boat loaded with sailors reached the beach. The Chileans
captured the village without firing a shot, and took as prisoner
Don Antonio Quartara, the Governor of San Blas, surprised while
playing cards at the house of the local missionary with the priest
and another officer.

Three days later the alcalde of Santiago, a village forty-eight
miles distant, reported to Baja California’s governor José Argiiello
that,

In answer to your request I can only say that I have not heard any
further news, neither from the alcalde nor from a soldier who is
in San José, the son of old man Carlén who lives at that mission.
It was said that at one in the morning, armed men came to the
house of the father and had taken out Don Antonio Quartara with
his assistant and had taken them to the ship and there has been
no news about that.

May God guard you.

San Tiago, 20 February at 10 o’clock at night.

Salvador Castro.’

ince the captured ship was Mexican and not Spanish, Wilkinson
allowed thecaptain to retain command but ordered him to
remain in port. He also set Quartara and his assistant free. In
his account of the campaign, Lieutenant Vowell reports that Quartara
was in San José on business and was governor of San Blas, though he
is not recognized as such in the Mexican documents. In any case, he
was an important man. These two formerly Royalist officers quickly
befriended their erstwhile captors, professing their enthusiasm for
Mexican independence. Presumably motivated by this as well as the
business opportunity at hand, both volunteered to act as agents in
the purchase of cattle and flour. Since Quartara had
just brought a herd of cattle from the interior, the
sailors were put immediately to work cutting the
meat in strips and hanging them to dry to make /
jerky. Quartara even offered to negotiate "
with the governor and the father superior
of the missions, who were in the mining
settlement of San Antonio. He also
warned them that in a nearby bay
there was a brig or schooner that, if
not stopped, could sail to San Blas
with the news of the Chilean arrival
and prevent the departure of the
treasure ship Cochrane was seeking
to ambush.

Wilkinson therefore ordered
Lieutenant George Campbell, an
American serving in the Chilean
navy, to take a landing party

Captain Robert
Wilkinson,
ex-Royal Navy.

The Independencia
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Baja California’s rugged landscape is
unforgiving to the unprepared.

overland to Todos Santos and sink this vessel. The distance was over
seventy miles, however, and Campbell and his patrol were poorly
prepared for the desert and carried no food. They nevertheless managed
to reach the village, boarded the small brig, and sank it. His mission
accomplished, Campbell and his men turned toward San José. His
sailors were exhausted and hungry, and in the next village he stopped
to feed them. He apparently had second thoughts that the ship had
sunk completely, however, so he and a sailor rode back to check. But
when the local inhabitants saw him returning, a mob congregated and
attacked them, knocking them from their horses and killing them.
Encouraged by the vengeance they had taken, the villagers organized
and armed themselves with guns, knives and lances and went in search
of the rest of Campbell’s unsuspecting detail. The hapless Chileans,
who had neglected to post a guard, sat eating fish and eggs when
they were surprised by a discharge from one of their own, unguarded,
weapons. In the brief mélée, some were killed, others wounded and a
few captured without injury. After burying their dead and aiding the
wounded, they were marched towards the interior with their hands tied
to the tails of horses.7

Rafael Amador, the alcalde of Todos Santos, wrote to Governor
Argiiello:

Todos Santos, 21 February 1822

Killing of Chilenos

I report to you that yesterday eleven armed men arrived at
the house of the father, according to them Chileans, and their
English captain. The priest stayed in his house and received
them in a proper and friendly way as priests do. He let them
stay all night and fed them well. In the morning they went

to the beach and holed the schooner belonging to Manuel
Salgado. After that, they went back to the father and had
breakfast, requested horses, mounted and left. But once
mounted, the captain and one of them went to the beach
where they found two women and went after them. At that
time, Manuel Salgado, Felipe Montes and others who had
gone to salvage what they could of the schooner, went to help
the women and when [the Chileans] drew their weapons,
they had to kill them, and then, rapidly, they informed me. I
gathered more people and we went to the house of the father
where the rest were. It was necessary to spill blood and there
were three dead, three wounded and the rest prisoners. 1
communicate this to you, so you can tell the governor to
come and help because we are at great risk. We don’t have
one cartridge.

May God guard you for many years.

The Constitutional Alcalde. Rafael Amador”

Wilkinson sent Lieutenant Francisco Monroy to San Antonio to
speak to Governor Argiiello and request the release of the prisoners.
The governor, however, refused to see him and jailed the officer together
with the sailors he had come to liberate. This placed Wilkinson in a
difficult situation, aggravated by lack of news from the Araucano which
was supposed be somewhere in the Sea of Cortez. Fortunately for the
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Chilean captain, the father superior of Baja California’s Dominican
missions shortly arrived in San José with word of the Araucano. Father
Miguel Gallego had received distressing news of several landings in his
province and believed that the whole Chilean Squadron with Cochrane,
the Devil himself, would soon be landing.

In reality it was only the Araucano, which in search of cattle had
contacted several villages and missions. Thinking that Cochrane’s
wrath would soon descend on the land, the Father Superior decided
to cooperate and befriend the commodore. He first arranged for the
prisoners to be released, presumably negotiating this with Argiiello,
although Wilkinson believed he simply ordered it. Convinced that the
Spanish cause was lost and that the only way to put an end to privateer
and naval attacks was to declare independence, he asked Wilkinson to
assist him and became his ally.

A call was sent out into the countryside and in a few days, Vowell
reported, 1,500 horsemen rode into the village, armed with old Spanish

Besieged in Loreto, the
Araucano’s captain
Roberto Simpson and a

rifles and lances. Wilkinson ordered the landing of some barrels of group of men made their
pisco, a potent Chilean liquor, and readied his ship to render the proper escape by boat.
honors.

the occasion. In the midst of the silent crowd, the missionary

stood on the church stairs and shouted to those present if they
desired independence. The crowd roared back its assent, the men
shaking their lances and shouting vivas to México, the priest and the
Chileans. At that moment, on a signal from shore, the Independencia
fired a salute with all her guns. The startled townspeople,
unfamiliar with such protocol, responded by firing back at the
ship, but she did not fire a second salvo and soon the populace
joined the celebration, in which the pisco flowed freely.

Once the ceremony was over, the priest invited the captain and

his officers to a banquet which, according to Vowell, consisted
“of such a variety of dishes such as I had never seen in any party.
The local cuisine rose to heights never seen before and
the dishes, specially turtle, ham and venison were
excellent.”9 The meal finished, Father Gallego
invited all the officers to see the mission’s extensive
vineyards, sugarcane fields and orchards by
horseback. During the visit, Wilkinson called
one of his officers and ordered him to send
all the sailors back to the ship because he was
afraid that the celebration might get out of
hand. The father superior, however, seeing the
officer gallop away, and unable to understand
English, thought he was being betrayed and
would shortly be robbed or taken prisoner.
He, too, spurred his horse towards the town
as fast as his mount could carry him. Not
knowing what was happening, the
officers followed him at full gallop.
“This was enough,” reported
Vowell, “to increase to the limit the

The English-speaking officers were impressed with the fervor of

the Aurocano

’///,::_
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Twenty-five years after Roberto Simpson
escaped, foreign sailors landed at Loreto
again. In 1847, at the close of the
Mexican War, the USS Dale captured
the town, as drawn by gunner William
Meyers.

fears of the poor friar who, with his habits flowing in the wind,
caused great alarm in the town, when they saw him cross the main
street racing his horse, pursued, as the local Indians thought, by the
heretic Englishmen.”10

t was difficult to convince the good missionary, but Quartara finally

managed to prevail upon him that the heretics had not tried to

rob or arrest him. In the end, after some courteous thanks and
good-byes, the officers returned to their ship. Since nothing had been
heard from the Araucano except the news that armed parties had been
observed along the coast, Wilkinson decided to send Lieutenant Vowell
north by land on a scouting mission to try to locate the ship. Quartara
volunteered to go with him as his guide. The two dressed in deerskins
like the local populace and, thus disguised, rode unmolested. Luckily,
they encountered a sailor who was en route to San José, sent by Captain
Simpson of the Araucano to bring the commodore alarming news:
the brig’s English sailors had mutinied and, leaving Simpson and the
Chileans ashore, had sailed away as pirates, after sacking, burning and
robbing the town of Loreto. This situation had placed Simpson in
a perilous position, because the local population, not understanding
what had happened, surrounded them and kept up an almost constant
attack. Vowell and Quartara hurried back with the bad news. In the
meantime, astonishingly, Simpson and a group of his men rowed and
sailed the two hundred miles between Loreto and San José in an open
boat. On his arrival, Simpson reported to Wilkinson that his men had
landed in Loreto, occupied the presidio, and had been drying the meat
as planned when the mutiny stranded them.
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ilkinson sailed immediately
with the Independencia
and on March 4 arrived
in Loreto and reinforced the
remaining Chileans, who were
sheltering for protection in the
mission church. Convinced
by Wilkinson of the true
situation, Ensign José Maria
Matta of the Loreto presidio,
who had defended his territory
first against the invaders and
then against the pirates, joined
Wilkinson and Simpson, and
together they proclaimed Mexican
Independence to Loreto’s citizens on
March 7, 1822, under circumstances
like those which had taken place in San
José.

The Independencia then sailed to Guaymas, on the Mexican
mainland, where she was welcomed, and where the Chileans purchased a
good supply of flour at three pesos per mule load (about three hundred
pounds), before returning to Loreto.12 After loading the beef jerky and
a few barrels of salted meat there, the Independencia sailed south to
Guayaquil, where Wilkinson was informed that the rest of the squadron
had sailed for Chile. After a short stop in Northern Peru, the corvette
anchored in Valparaiso on June 29,1822, a cold winter’s day in the
Southern Hemisphere.

Thus ended the only Chilean expedition to the Northern Pacific,
having struck a small, final blow at the once mighty Spanish empire.
Governor Argiiello would later complain that he had lost his silver
dinnerware and there is little doubt that his house was ransacked and
looted, as Simpson confirmed when he stated that he authorized the
sacking because “it was Spanish property.”13 While their relations
with the people of the peninsula could charitably be characterized as
a series of occasionally violent misunderstandings, the Chileans had
played a part in bringing Baja Californians a step closer to participation
in the political life of mainland México. That the two ships of the
Chilean squadron contributed to that historical milestone has never
been recognized by most Mexican historians. Though the Chilean
Squadron left no trace in Mexico’s history books, they did leave their
mark on the map: the bay in which they landed, where a modern tourist
hotel rises today, is christened Bahia Chileno.

Carlos Lépez Urrutia is Professor of Humanities at Menlo College in Atherton,
California, and is the author of eight books. His best known work in English,
We Were Forty Niners, was written in collaboration with Edwin Beilharz.

The port of Guaymas in
1854, looking much as
it did when the Chileans
visited.
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Though it was virtually extinct by
1830, the Chilean Navy briefly
numbered a dozen warships and
twenty-five transports. Chile
experienced a major resurgence as a
naval power in 1875.

Cochrane was delayed in England for
some time awaiting the completion
of the first steam gunboat, Rising
Sun, being built for Chile. Though
not completed in time to see action,
she became the first steamship in the
Pacific.

Munitments of the Rt. Hon. Earl of
Dundonald, Scottish Records Office.
Document 2125. Orders to Wilkinson
to cruise two months in front of

San Blas. Several other reports by
captains Wilkinson and Simpson
pertaining to the Baja expedition can
also be found in this collection. The
Archivo Nacional in Santiago de Chile
has several volumes of Cochrane’s
documents. Most of them have
been recently published as Archivo
Histdrico Naval(Valparaiso: Imprenta
de la Armada, seven volumes to
date). There are no documents
concerning the cruise to California in
the Chilean Archives.

Richard Longeville Vowell, Campafias
y Cruceros (Buenos Aires: Francisco
de Aguirre, 1972): 21. The account
of this and other incidents relies
heavily on that of Vowell, a British
subject serving in the Chilean
marines, who left us the most

vivid and detailed narrative of the
expedition.

Under the rapidly unraveling 1821
Plan of Iguala, which allowed
Royalists and Mexican nationalists to
coexist in México, the captain had
every right to fly the Spanish flag.
The ship, owned or commanded

by one Zertaje, had just returned
from San Francisco and Monterey,
where she is recorded to have been
in December, 1821. News of her
capture soon reached Alta California,
where it caused considerable alarm.
See Bancroft, History of California
Vol. lll: 475. See other references to
this ship in California State papers,
MS VI 45 and MS lll, 233-6, XI, 173-
177.

Archivo de Baja California [hereinafter
ABC], legajo 14, documento 26 bis.
Febrero de 1822. This is the only
document that mentions the capture
of San José del Cabo. Lieutenant
Vowell's account of the event closely
parallels that of the “son of old man

10
11

12

13

Carlén” in that the occupation was
peaceful and there were no robberies
or pillage by the Chileans in San

José. Mexican historians, however,
offer different interpretations. José

N. Martinez states that “A ship flying
the Spanish flag was anchored here
and this gave him the excuse to sack
and plunder the town to the extent
that not even the church was spared.”
Martinez believed, incorrectly, that
Cochrane was in command of this
ship. (Martinez, Historia de Baja
California, México, 1960: 316)
Likewise, Fernando Jordan wrote,
“When the stunned Californians of
that generation saw him arrive

[he too believed Cochrane was on
board], they became so impressed
that they started talking about
becoming Chileans and renouncing
being Mexicans.” Jordan may be
correct, for the documents indicate
that the Chileans were soon

admired, respected and accepted

as friends. Jordan, E/ otro México
(México, 1987): 74.

ABC, legajo 16, documento 26,
Febrero 21, 1822.

Archivo de J.M. Martinez, La Paz.
Historian Hubert Howe Bancroft wrote
that the Chileans had instructions to
capture the padre, loot the mission
and burn the brig. None of these
supposed instructions were carried
out, proof enough they had not been
issued. Bancroft also believed that
there was only one survivor. Bancroft,
North Mexican States and Texas (San
Francisco: 1899): 708.

Camparnias y Cruceros, 26.

Ibid., 27.

The pirate Araucano sailed initially to
Hawaii and then Tahiti, where she was
finally captured.

There are several documents
concerning the events at Loreto. ABC,
legajo 14, documentos 30 and 33 deal
with preparations for defense against
attack by the Chileans; documento 36
deals with a sunken Chilean launch

at Puerto Escondido. There is some
confusion amongst the documents

at this point, for some indicate that
Simpson remained in Loreto, because
a parlamento was signed between him
and Matta at this time. “Parlamento
con el capitdn de la Armada chilena
Roberto Simpson,” ABC, legajo 14,
documento 34.

The list of the items stolen from
Arguello’s house is in ABC, legajo 14,
documento 32.
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By Serge Dedina

Captain Scamnmon himself.

lthough California surfers like to think of themselves as the pioneers of surfing

in Baja California, native Cochim{ and Hawaiian surfriders predated them by

over a century. The indigenous inhabitants of Isla Cedros used rafts made from
driftwood, native softwood timber and tule reeds for hunting sea otters, fishing and
navigating the treachorous area between the island and the rancherfas (the Spanish term
for villages) of the Central Desert region. Seri fishermen of the upper Sea of Cortez
often paddled their elegant narrow rafts, made of bundled tules, while standing up—a
challenge not unlike balancing atop a surfboard, especially during the often choppy
conditions found in the region of Isla Tiburén and the Midriff Islands.1

Disease had wiped out most of the peninsula’s native population by the 1850s, when
American and European whalers, often carrying Hawaiian crew members, searched its
coasts for gray whales. Hawaiians, or Kanakas as they were then called, signed on as
crew members of whaling ships that sailed from Hawaii to San Francisco and down to
Mexico. Captain Charles Scammon, who hunted whales with his Kanaka crewmen for
many years along Baja’s Pacific coast, provides the earliest account of wave riding in the
peninsula.2
In late 1857 two whalers, Scammon’s Boston and the Marin, anchored off the

entrance to Laguna Ojo de Liebre, searching for a passage across the shallow bar into
the lagoon where gray whales annually calve at the end of their migration south.3 The
scouts located a passage, but because the whales had not yet arrived, the crews of both
brigs spent their time attending to chores and searching the deserted coast for firewood.
During one such shore detail, the ship’s carpenter became careless while bathing and
capsized his boat, to which three other boats were made fast, just outside the surf line.
Fearing for his life, he swam for shore and left the boats drifting out to sea. Captain
Scammon recalled that,

The alarm was given to the party on shore, and it was a disheartening sight to behold the
four boats drifing through the breakers, for everyone knew that without them our voyage
would be fruitless. There were several Kanakas among the crew, who immediately saw the
necessity of saving the boat: and selecting pieces of plank, to be used as “surf-boards,” put
off through the rollers to rescue them, when the anchor, which had been dragging all the
while, brought up, and the current swept both carpenter and Kanakas out of reach. They
then made for the shore, which all of them regained in an exhausted condition, except the
carpenter who was never seen again.™

ne can only speculate if these “planks” were actually surfboards

brought by the crew for recreational use from Hawaii, where

surfing had a long history. One wonders, too, whether the
Hawaiians also took advantage of any free time while at San Juanico
Bight to the south, a popular anchorage for whalers, to ride the “right-
handers” of Punta Pequefia, today famed as one of the finest waves for
surfing along the entire coast of the Californias.

1 See Richard Felger and
Mary Beck Moser, People
of the Desert and Sea:
Ethnobotany of the Seri
Indlians (Tucson: University
of Arizona Press, 1985).

2 Kanaka is Hawaiian for
person; in the nineteenth
century it came to denote
native Hawaiians. Benn
Finney and James D.
Houston, Surfing: An
History of the Ancient
Hawaiian Sport (Rohnert Scammon’s drawing of a whaleboat’s contents.
Park: Pomegranate
Artbooks, 1976): 100.

3 Laguna Ojo de Liebre
("Jackrabbit Spring

Lagoon”), is now Serge Dedina, Researcher in the University of Arizona’s Department of
! Geography and Regional Development, is the Conservation Director of
also referrled to as WildCoast, an international organization preserving the last coastal wildlands
Scammon’s Lagoon. of the Californias. He is the author of the forthcoming,Saving
the Gray Whale: People, Politics and Conservation in Baja California.
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the Califomias

in the Late
Nineteenth
Century

By Karina Busto Ibarra

The 1,450 ton Orizaba provided the first
regular steamship service between the
Californias, and was a frequent visitor to
San Diego’s waterfront.
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ntil very recent times, the sea provided

the only reliable communications

link between the geographically
isolated peninsula of Baja California and
the rest of Mexico and the United States.
In the late nineteenth century, Baja California
became increasingly tied economically to her
northern neighbor, thanks to several navigation
companies which the Mexican government
subsidized in order to link the peninsula with
the mainland by sea and help build the territory’s
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Bahia Magdalena, on the Pacific Coast.
From Arthur Walbridge North’s 1908
The Mother of California.

Courtesy Wabrenbrock’s Book House.

economy through trade with
American territories.

This maritime trade between
the Californias was intensified by
several causes; first, the expansion of
European and American monopolies,
second, the new economic policy
of the Mexican government of
Porfirio Dfaz, and third, the lure
of the peninsula’s scattered natural
resources, particularly the gold
and copper in the northern region,
and silver, salt, pearl oyster shells
and pearls in the southern region.

Historical background

In the late nineteenth century, the capitalist system was undergoing
a process of change throughout the world, characterized by the need of
European and American powers to economically conquer other territories by
expanding their monopolies over the less-developed countries. In this phase
of economic expansion, the great empires of Europe and America sought to
create new markets for their surplus of domestic manufactures, and to obtain
raw materials for the development of their industries. Some Latin American
countries, including Mexico, became raw material producers for the world
and importers of manufactured goods from France, Germany, Great Britain
and the United States, nations whose industries were growing rapidly.

exico herself was in the throes of political and economic

changes, motivated by the government’s desire to secure greater

political control over the country and influenced by the needs of
international trade. Porfirio Diaz, the Mexican president from 1876 to 1910,
put into practice a policy of rapid economic expansion and modernization.1
The Diaz regime pursued two strategies to sustain this economic growth:
first, it sought to expand and economically link the domestic markets in
different regions of the country; and second, to encourage foreign trade.
Among the most important actions which the government took to further
these strategies was to grant concessions to foreign companies which
would invest their capital in Mexico. Subsidies were given to railway and
navigation companies in order to develop the country’s communication
systems and facilitate trade, both internally and abroad.

The railway network, whose construction was mainly in the hands of
foreign investors, sought to economically integrate the mining centers and
the agricultural regions, and to link them with the centers of distribution of
goods and with the United States border. Similarly, the development of the
maritime network was directly related both to commercial activity and the
need to expand communications among Mexican ports on the Gulf of Mexico
and on the Pacific coast. For this reason, the Mexican government subsidized
navigation companies, which received payments to cover certain routes and
thus ensure the transportation of the region’s goods and passengers.

Although most of these companies were foreign, there were also
important concessions granted to Mexican nationals, particularly on the Gulf
of California, where businessmen such as Joaquin Redo, Luis A. Martinez and
Juan B. Abaroa, from Mazatlin, Guaymas and Baja California respectively,
had the financial capability to develop their activities.

m MaiNns’L HAauL FaLL 1999



The Navigation Companies

A number of companies took advantage of this offer of a guaranteed
income to establish navigation routes stretching south from San Francisco
and San Diego to Mexican ports on the Pacific and the Gulf of California,

in some cases extending their reach to Central America. Subsidized

companies were subject to all Mexican laws and regulations on maritime
trade, and were required to fly the Mexican flag, to carry a post office
agent in charge of the mail, to charge half-price fares to civil and military

employees traveling on government business, and to carry aboard a

Mexican youth assigned by the government to learn nautical skills. In the
event of war, subsidized companies were permitted to cease service without
losing their concessions, while the government was authorized to equip
and utilize their vessels for wartime purposes. In exchange, companies
were exempt from federal tonnage, lighthouse, anchorage and pilot fees,
among others, paying the latter only when a steamship’s captain requested
a pilot, and exempt from paying for the right to import food, machinery

’ . 2
and coal necessary for the vessels’ service.

The Pacific Mail Steamship Company was the first American navigation
company to regularly connect San Francisco with Mexican ports. On
February 28, 1872, this company signed a two-year contract with the
Mexican government to make monthly trips between Panamd and

San Francisco, calling at the Mexican ports of Acapulco, Manzanillo,
Mazatldn, Cabo San Lucas as well as others which the company deemed
suitable. In an era when the peso and dollar were fixed at a one-to-one
exchange rate, the subsidy was set at 2,000 pesos per round trip.3 In
1875, a new contract was signed requiring the company to make one

ToSan \ ,
Francisco\™,

2 23
%
b} A 4% Qy( Guaymas

anta Rosali j 4%
2,
A

°
Bahia »

Magdalen PR

Zabo
San Lucas

OCHANO PACIiFICO

MEXICO

azatlan

San Blas

Manzanillo

Maritime route

. Ports
]99 ggg 400km

Pacific Mail Steamship Co.

' GOLFO DE MEXICO

Y

Acapulco

Salina Cru: Tonalal
Puel

an Benito

To PanamalO

MaINs'L HAuL FaLL 1999 m



round trip per month, eliminating the stop at Cabo San Lucas, but
calling at Acapulco, Mazatldn, Manzanillo, Puerto Angel, Salina Cruz,
Tonald, San Benito (Chiapas) and San Blas. The subsidy for this

five-year contract was set at 2,500 pesos per month.4 The Pacific
Mail Steamship Company renewed this contract with the Mexican
1904.

government in 1880, in 1892, and in 1900; it finally expired in
Cabo San Lucas was the only Baja California port named in

. the contract, but Pacific Mail’s steamships also served Bahia
Magdalena and the port of La Paz, from which orchilla, a plant
found on the peninsula’s west coast which was used to make
\ fabric dye, and other natural resources including silver and
\ \  pearl oysters, were shipped to San Francisco. It appears that
it was less important to subsidize steamship service to La

Paz, since trade between that port and San Francisco was
already being carried by unsubsidized sailing ships.5 The

Pacific Mail Steamship Company also transported European
merchandise to Mexican and American ports by shipping
goods overland through Panama.

\

he Colorado Steam Navigation Company

was another firm important for both trade and

transportation, but one which operated without a
government subsidy. Beginning in 1852, this American
\
\
\
\

\

\

\

company linked the Californias with Arizona by way of

\

the Gulf of California. The route from San Francisco to

Fort Yuma was plied by the steamships Newbern and

Montana, with ports of call at Cabo San Lucas, Mazatldn,
The Colorado Steam

Guaymas and La Paz. Upon arriving in the Colorado

Delta, merchandise was transferred to smaller craft
that navigated upriver on the Colorado to Yuma,
its final destination.6 After railroad service was
Navigation Company ran this
announcement in the La Paz
newspaper

La Equidad in 1875.

Archivo Histérico Pablo L.

established between San Francisco and Yuma in the
Martinez, La Paz.

1870s, however, the profitability of the sea route dropped.
Consequently, the Mexican government found it necessary to offer a

subsidy in order to maintain communication and trade among the Gulf ports.
In December, 1877, the government signed a three-year contract including
a 2,000 peso subsidy with a new firm, the American-owned California and

The Civil War-era wooden
steamship Newbern was a
familiar sight in San Diego

and Mexican ports for over
fifteen years. This veteran

ended her days carrying

California’s commerce

northwards for the Oregon
Improvement Company.
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Mexico Steamship Company,
which continued to operate its
predecessor’s ships Newbern
and Montana. This company
was required to make a round
trip every thirty-five days from
San Francisco to the ports of
La Paz, Mazatlin, Guaymas,
Bahia Magdalena and Cabo San
Lucas. Though not required to
by contract, the vessels of the
California and Mexico Company
were the first to regularly call
at Ensenada de Todos Santos in
the northern part of the territory,
though it was not officially listed
as a port of call until 1882.7
Another American-owned
company subsidized to connect
San Francisco with Mexican
ports was the Pacific Coast
Steamship Company, which
signed a contract with the
Mexican government on August
12, 1891 to make a monthly
round trip from San Francisco to
Guaymas, with ports of call at
Ensenada, Bahfa Magdalena, San
José del Cabo, Mazatlin and La
Paz. The contract required that
the company employ a first class
steamship of at least 900 tons to
carry mail, with a capacity of at
least one hundred passengers.
The old Newbern, of 943 tons,
fulfilled these terms, and the
company served the ports on this
route until 1907.
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The Colorado Steam Navigation Company, the
California and Mexico Company, and the Pacific Coast

Steamship Company appear to have been closely linked,

because the Newbern belonged to each of them in turn

and the vessel Montana was the property of the first two

companies. Their representatives in Mexico, too, remained
the same: in Mazatlan, E.G. Kelton, in Guaymas, J. Willard,

and in La Paz, Santiago Viosca.9

Santiago Viosca typifies foreign businessmen in Mexico

during this period. An American entrepreneur who settled
in La Paz and involved himself in a wide range of commercial

activities, particularly involving Baja California’s natural
resources, Viosca had close relationships with local businessmen

and was married to a Mexican woman. By the beginning
of the twentieth century, Viosca operated a leather shoe

N
5
L

As was typical for
the navigation
companies’ Mexican
representatives,
Santiago Viosca had
his fingers in many
pies, including
serving as Wells

Fargo’s agent in La
Paz.

Avrchivo Histérico
Pablo L.
Martinez,
La Paz.
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A plume of smoke rises from a steamer

at the end of the Pacific Coast Steamship
Company’s wharf in downtown San Diego
about 1890. To the left of the building, a
small trolley waits to take passengers down
the long pier, built on the shallow mud
flats.

factory whose products found a good market on Mexico’s mainland,
ran Wells Fargo and Company’s shipping service, was the American
vice-consul in the port of La Paz, served as commercial representative
of the American-owned El Progreso Mining Company which extracted
silver in Southern Baja California, and was the lessee of the salt mine
on Isla del Carmen in the Gulf, where the North Pacific Transportation
Company loaded ships with salt for ballast or sold it in La Paz.10

Two other subsidized firms, Luis Hiiller and Company and the
Baja California Development Company, also plied routes between
California and Mexican ports, but unlike the others they made San
Diego their northern terminus, for these companies were devoted
more to commercial land development than to trade. Though other
companies called at San Diego, (the Pacific Steamship Company’s
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wharf was a major feature of the waterfront) San Francisco stood alone
in the nineteenth century as the West Coast’s manufacturing hub and
distribution center for American and European goods.
eginning in 1884, the American Luis Hiiller held a concession to
large tracts of land in northern Baja California in order to establish
agrarian, mining and industrial colonies in the territory. On April
16, 1886, his company contracted to provide steamship service for the
transportation of European colonists to Mexico, covering a route between
San Diego and the port of San José, Guatemala. The company was
entitled to 8,000 pesos for every round trip in the first five years, 6,000
pesos in the following five years and 4,000 in the remaining ten years.
Its vessels were required to call at Ensenada, Isla de Guadalupe, Bahia
de la Magdalena, Cabo de San Lucas, San José del Cabo, La Paz, Santa




Rosalia and Mulegé in Baja California, and at Guaymas, Agiabampo,
Altata, Mazatlan, San Blas, Manzanillo, Acapulco, Puerto Angel, Salina
Cruz, Tonald, and San Benito on the mainland, Isla Socorro, and finally
San José in Guatemala."" The contract, however, expired in only two
years, due to the company’s failure to meet its obligations. Hiiller’s
firm appears to have been a casualty of the feverish and unstable real
estate speculation which swept the region in the 1880s, and Hiiller
himself appears to have been less a trade and transportation agent
than a land speculator at heart.
n November 29, 1887 the Mexican government
signed a new contract with the British-owned
Lower California Development Company to make
three comparatively short round trips a month between
San Diego, San Quintin and Ensenada, in exchange for a
subsidy of 150 pesos per round trip. This contract was
renewed in 1893 and every five years thereafter until
1907, when the subsidy was enacted in perpetuity.”” J.H.
Packard of Ensenada was manager and director of the company,
which dominated commercial activity in the port of Ensenada, ran its




own banking house, and operated the Peninsular Railway and Telegraph
Company, Ltd., linking San Quintin, Ensenada, Tijuana and the mining
settlement of El Alamo by telegraph.”

Trade between the Californias

In the late nineteenth century, six navigation companies carried
virtually all communications and trade between California and Baja
California, and knit the region together economically. The ports of Baja
California were important for international trade because they possessed
a number of resources that were attractive to the industrialized
countries, such as silver, pearl oyster shells and pearls, orchilla plants
for making fabric dye, copper and salt, all of which were exported to
San Francisco.14 Also carried in smaller quantities from southern
Baja California to San Francisco was damiana, a native plant used
for making tea and liquor, cascalote, tree bark used for tanning
leather, guano for fertilizer, leather, and occasionally fruit, wine, and
panocha, a sugar cane product used as a sweetener.

The examples of pearl oyster shells and orchilla suggest typical
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shipping costs and quantities of these exports. The shells, used
for decorative purposes in inlaid furniture and other items, were

shipped from La Paz to San Francisco throughout the 1880s on
a graduated scale of fees, which diminished as the quantity

being shipped rose: for ten tons or less, ten pesos per ton;
between ten and twenty tons, nine pesos; between twenty

and thirty tons, eight pesos; between thirty and forty, seven
pesos; and for forty tons or more, six pesos.15 In terms of

quantity, during July, September and November of 1881,
the Newbern carried 1,675 containers of orchilla from

Bahia Magdalena, weighing 326,340 pounds, to Rodgers,
Meyers and Company of San Francisco, at a cost in pesos

of $1,579.14.16

The Mexican government benefited from the

e ———

The regularly scheduled visits of
the St. Denis were touted as an
advantage to potential settlers
and investors in northern Baja

California.

The City of Topeka’s owner, Luis Hiiller,

was a real estate speculator who never o
made good on his promise to develop

northern Baja California’s commerce.
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navigation companies through the
collection of import and export duties,
generating income for the federal and
municipal governments. The most
important customs collection stations
in Baja California and on the Gulf of
California were located in the ports

of Ensenada, La Paz, Mazatldn and
Guaymas, which in turn supervised
smaller customs stations.

La Paz and Mazatlin were the
region’s biggest markets for goods
shipped from San Francisco, amongst
which were silk, wool, and cashmere
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For contributor’s guidelines, contact the editor by mail, at

Mains’l Haul

San Diego Maritime Museum,
1306 North Harbor Drive, San Diego, CA 92101

or by email at library@sdmaritime.com

The navigation companies benefited the Mexican government
financially in the form of import and export duties paid. From Bell and
Mackenzie’s 1923 Mexico’s West Coast and Lower California.

Courtesy Wahrenbrock’s Book House

fabrics, and luxury goods including German guitars
and mandolins, French perfumes, German pottery and
toys, glassware, American and French ribbons, different
types of lace, decorative items, American and European
groceries, drugs and patent medicines, furniture, and
miscellaneous luxury items from New York and Europe.
Industrial development in southern Baja California, such
as mining and pearl oyster harvesting, also depended on
these shipments, which included hardware, lumber for
construction, equipment for naval and civilian vessels,
diving gear, and supplies for farmers and miners.!” For
example, in 1876 the Montana steamed into La Paz from
San Francisco carrying 100 barrels of blasting powder
consigned to Santiago Viosca.l8

This commercial relationship between the
Californias was crucial for the development of Mexican
ports, and spurred the internal trade which was
simultaneously developing in the Gulf, where the existence
of Mexican navigation companies helped integrate
economically expanding ports into a domestic commercial
network. This domestic trade was as important to
Baja California as its foreign trade, since the barren and
geographically isolated territory depended on the mainland
for many of its basic necessities. Unlike the Mexican
mainland, connected by railways with American markets,
Baja California depended solely on maritime transportation
to facilitate its development, enabling the territory to
participate in international trade by exporting its
diverse raw materials and contributing significantly to
the economic growth of the Mexican Northwest.

Karina Busto Ibarra, of La Paz, Baja California, earned her undergraduate
degree in history in the Universidad Autonémica de México, La Paz.
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Before the porfiriato, or Diaz regime,
Mexico had endured decades of economic
and political instability and social unrest.
Although previous governments had
visualized plans for economical expansion,
not until this period did the state of the
country’s internal and external affairs permit
their realization.

The only fee to which the vessels were not

exempt was the Timbre, a postage stamp tax.

“Lineas de vapores subvencionadas,”
Memoria de la Secretaria de Hacienda y
Crédito Publico, 1874: LXXXVI, Archivo
General de la Nacion (hereafter AGN).
Throughout the period discussed in this
article, figures for pesos and dollars were
equivalent.

“Subvenciones de vapores extranjeros

y nacionales y medidas otorgadas para
facilitar el comercio exterior,” Memoria de
la Secretaria de Hacienda y Credito Publico,
1877-1878: 41, AGN.

"Contratos a lineas de vapores,” La Paz,
1880, Procesos penales, exp. 17, Archivo del
Juzgado de Distrito de Baja California Sur
(hereafter AJDBCS).

Karina Busto Ibarra, “Uniendo fronteras: el
vapor americano Newbern en su ruta San
Francisco, California-Mazatlan, 1875-1896,"
(paper presented at the conference “La
frontera, una nueva concepcion cultural,” lll
Coloquio Internacional Miguel Méndez, La
Paz, B.C.S., February 1999).

“Due to an arrangement by
the company with the Supreme
Government, the steamship will
stop on its way up and down
at Ensenada de Todos Santos

locatedon the border of the
territory. The freight charge
from said Ensenada to all the
ports mentioned [San Francisco,
Magdalena, Cabo San Lucas,
Mazatlan, La Paz and Guaymas]
and vice versa will be $10.00
[pesos] per ton. Freight and
passenger disembarkation

will be delivered and received
alongside the steamship. Any
freight service will paid in
advance.”

“Boletin Oficial,” La Paz, abril 30 de 1882,
Ano V, Num. 12, La Paz, 1882, Procesos
penales, exp. 22, AJDBCS. The California
and Mexico Company's ships also regularly
visited Isla Carmen, in the Gulf, site of a
salt mine.

"Contrato celebrado entre el C. General
Francisco Z. Mena, Secretario de Estado y
del Despacho de Comunicaciones y Obras
Publicas, en nombre del Poder Ejecutivo de
los Estados Unidos Mexicanos, y el Sr. Lic.
Alfonso Lancaster Jones, en representacion
de la Comparifa de Vapores de la Costa
del Pacifico,” diciembre 17 de 1896,
Comunicaciones, exp. 5, vol. 298, Leg.
IV/V- /L-12/FF136, Archivo Histérico Pablo
L. Martinez (hereafter AHPLM).

El monitor del Pacifico, Puerto de
Mazatlan, jueves 16 de enero de 1879,
num. 84, La Paz, 1879, Procesos penales,
exp. 2, AIDBCS.

Karina Busto Ibarra, “Comercio marftimo
en La Paz y Santa Rosalia, Distrito Sur

de la Baja California, durante el régimen
porfirista,” bachelor's thesis (La Paz, B.C.S.,
Meéxico: Universidad Auténoma de Baja
California Sur, March 1999): 45-46.

"Contrato celebrado entre el C. Ministro
de Fomento, General Carlos Pacheco,
en representacién del Ejecutivo Federal,
y los sefiores Luis Huller y Cia., para el
establecimiento de una linea de vapores
entre el puerto de San Diego, de los
Estados Unidos de América, y el de San
José, de la Republica de Guatemala,

y para la conduccién de inmigrantes,”
México, enero 19 de 1886, AHPLM,
Fomento, vol. 208 bis, doc. no. 2, leg.
IV/V- /L-01/FF-43.

"Lineas de navegacion contratadas para
el servicio postal,” Anuario Estadistico
de la Republica Mexicana, 1897, 1898,
1900, 1901 and 1907, AGN.

J.R. Southworth, Baja California llustrada
(La Paz: Gobierno del Estado de Baja
California Sur, 1989): 23.

The exception is copper mined at Santa
Rosalia by a French company, which
was carried first by ship from Santa
Rosalia to Guaymas, then by train to
New Orleans, and thence to France.
"Boletin Oficial,” La Paz, 30 de abril
1882, Ano V., Num. 12, La Paz, 1882,
Procesos penales, exp. 22, AJBDCS.
“Precios de embarque de orchilla,” La
Paz, 1882, zProcesos penales, exp. 22,
AJDBCS.

Busto Ibarra, “Comercio maritimo,”
95-102.

“Introduccién de polvora para minas al
puerto de La Paz,” La Paz, 29 de abril
de 1876, Gobernacion, exp. 88,

Leg. IV/V-132/L-4/3-FF, unnumbered
document, AHPLM.
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SALUTES THE FINE JOB THE MARITIME
MUSEUM HAS DONE IN
RESTORING THEIR CLASSIC VESSELS

LET US HELP YOU RESTORE YOUR
CLASSIC VESSEL

DOWNWIND MARINE
Serving Your Every Yachting Need

From the crew at Downwind Marine.
We are located at 2804 Carion Street
San Diego, CA 92106
(619) 224-2733 WHX 369

homepage: http://www.downwindmarine.com
e-mail: downwind@I|BM.net

Star of India, insured by Hall & Malone

Whether you are buying a boat or transporting
or hauling out the vessel you own there are many
options to consider before you select the vessel or
service that is right for you. So it should be when
selecting insurance.

At Hall & Malone, we have the marine insurance
products to fill your every need—we also have the
experience, service and pricing you expect.

(61 9) 226-8661

2385 Shelter Island Drive, #201, San Diego, CA 92106
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These models of the Auracano and Independencia
are proudly displayed in Valparaiso, Chile in the
Museo Naval.

A Spanish ship stands off San José del Cabo in this
copy of an eighteenth century watercolor by the Jesuit
missionary Ignacio Tirsch.

Painting by Joanne Crosby from the book Antigua California,
courtesy Harry Crosby.
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