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  CHAPTER 1


  THE US LIFE-SAVING SERVICE ON THE OUTER BANKS

  From 1871 to 1915, almost three hundred USLSS stations dotted America’s coastlines. The surfmen of these stations had the singular mission of saving lives in peril from the sea. During their forty-four-year history nationwide, these brave souls responded to more than 178,000 such lives in peril, of which they saved over 177,000 . . . yet somehow, America has forgotten these peaceful heroes.


  The Beginning

  
  The very first lifesavers on the Outer Banks were the original European settlers. They were severely isolated and lived an extremely difficult, hardscrabble life. Their very existence was dependent upon helping each other, so it was only natural when a shipwreck occurred within their sight that they would go to help. No records were kept of these activities, so we have no hard data. But these were clearly the first Outer Banks volunteer lifesavers.


  It continued that way for decades. It wasn’t until 1874 that what were to become the first United States Coast Guard stations on the Outer Banks were derived from a federal organization called the United States Life-Saving Service (USLSS).


  START OF THE SERVICE


  The term United States Life-Saving Service first appeared officially in the Congressional Record in 1848 when a New Jersey congressman sponsored a bill referring to a few stations along New Jersey and Long Island to protect the New York harbor, the Unites States’ busiest port. Most historians recognize that the Service began nationally in 1871.



  The USLSS, sometimes called simply “the Service,” existed nationally on all of America’s coasts, including the Great Lakes, from 1871 to 1915, when it merged with the US Revenue Cutter Service to become the US Coast Guard. The US Life-Saving Service had a singular mission: to save lives in peril from the sea.


  The British had established a national lifesaving service in 1824, called the Royal National Lifeboat Institution (RNLI). Despite its name, it was entirely staffed with volunteers and funded totally by public contributions. Remarkably, it remains that way today. By the time America got around to implementing a national lifesaving service, the RNLI was a highly successful fine-tuned machine offering a useful blueprint for Americans to follow.


  An article from the British Lifeboat Magazine Archive, dated 1880, is a gold mine of primary source information. Keep in mind that this was published merely nine years after our US Life-Saving Service was fully established.



   Life-Boats and Life-Saving Apparatus in the United States of America


  We have in previous numbers of the Life-boat Journal given accounts of the Life-saving [sic] Institutions of France and Germany and have referred to those in other maritime countries of Europe. We feel sure that equal interest will be felt in a description of the means provided for the protection of human life from ship-wrecks on the shores of that land, first peopled by Englishmen, the greatness and prosperity of which, born of British energy, enterprise, and love of liberty, ought to afford us the same pride and satisfaction that is felt by a parent in the progress and success of a son, even if in course of time it should eclipse his own. . . .


  “God speed,” and expressing the earnest hope that the only rivalry between the two great nations in the future ages may be the noble one of endeavouring [sic] to excel in every humane and good work for the happiness and welfare of our respective countries and the good of mankind.1




  The first Outer Banks Life-Saving Service (LSS) stations were built and manned in 1874. They were, from north to south, Jones Hill (then Whale Head, and later, with the more-familiar name “Currituck Beach”), Caffeys Inlet, Kitty Hawk, Nags Head, Bodie Island (renamed “Oregon Inlet”), Chicamacomico (now, the village of Rodanthe), and Little Kinnakeet (just north of today’s village of Avon). In 1878, eleven more stations were added. These included the now-famous Kill Devil Hills station, which assisted the Wright brothers (see chapter 15), and the Hatteras Inlet Station. Still more were added by century’s end, eventually totaling twenty-nine, averaging about six miles apart on the North Carolina outer coast from the Virginia line (Wash Woods LSS–1878), to the South Carolina line (Oak Island LSS–1886). In 1915, all of these became Coast Guard stations.


  US Life-Saving Service Stations, 1871–1915: The Basics

  Eventually, nearly three hundred stations were located on all of America’s coasts: Atlantic, Pacific, Great Lakes, and even a few on the Gulf Coast. Although the architecture of the stations changed greatly over the years and they varied between regions, routines were consistent. All stations were governed by a strict set of highly specific and detailed rules and regulations contained in a five-and-a-half-by-nine-inch, roughly 200-page manual entitled Regulations for the Government of the Life-Saving Service of the United States, issued to every station and updated every year. The men just called it “the Book.”



   REGULATIONS FOR THE GOVERNMENT OF THE LIFE-SAVING SERVICE OF THE UNITED STATES, 18992


  Contents


  I. Appointment and qualifications of officers and crew


  II. Duties of officers and crew


  III. Absence from duty


  IV. Patrol


  V. Drill and exercise


  VI. Action at wrecks


  VII. Uniform


  VIII. General provisions to be observed by officers and crew


  IX. Telephone service



  Drills and Duties

  Every station in the country did the same routine every day of the week: On Monday they practiced the beach apparatus drill; Tuesday, the surfboat drill; Wednesday, flag-signaling practice; Thursday was a repeat of the beach apparatus drill, showing its importance; Friday, they learned and practiced first aid; Saturdays were used for cleaning (and repairing, if needed) the station and equipment, as well as themselves and their tools and clothes. Sunday was a day off, but they were still on call, since the surfmen lived nearby, within earshot of the station’s bell.


  By 1878, in addition to these daily drills, every surfman had two vital duties: keeping the watch, and beach patrol.


  The beaches were covered twenty-four hours a day, seven days a week—a monumental task. If a shipwreck occurred, a station would know about it within minutes. It might take them hours to get there, but they knew of it and took action immediately. How did they do this? Every station had a watchtower, usually a separate tower on the highest level above the roof. These were manned from sunup to sundown. The stations in North Carolina eventually averaged about six to seven miles apart. The watchman on one tower could see his neighboring stations to the north and the south. This obviously did not work at night or on days with visibility obscured by fog, rain, or storms.


  Then it was time for the beach patrol. Two men from each station were sent to the beach all at the same time. According to Superintendent Sumner Kimball himself, “The night patrol was divided into four watches—one from sunset to 8 o’clock, one from 8 to 12, one from 12 to 4, and one from 4 to sunrise.”3 They would walk in opposite directions, heading toward their neighboring station. They would meet the neighboring station’s surfman on beach patrol halfway, chat, and exchange beach checks to prove to their keeper that the patrol was complete.


  They not only looked for recent shipwrecks but also for potential shipwrecks. If they spotted a shipwreck, the surfman would send up a flare to notify the station of the wreck, and the shipwrecked crew that they had been spotted. The flare encouraged the crew to remain on the ship. The primary cause of death and injury in shipwrecks was from jumping into the water and then being hit by huge chunks of debris or drowning. Importantly, the flare announced that professional help was on the way. As soon as the station crew saw the flare, they set out to help immediately.


  The surfman would also send up a flare if they spotted a ship too close to the visible shore or the invisible shoals below to warn “Alter course away from here!” They also carried lanterns to light their way.


  Each surfman in the Service was issued an exclusive identification tag, called a beach check. Every beach check in the entire Service bore a unique combination of three numbers: the district (of thirteen) in the United States, the station within that district, and the individual surfman number (1–8) within that station. This is why they exchanged beach checks on patrol: to prove completion of their patrol.


  The Lifesaving Equipment

  Every station had identical equipment which made for smooth transfers from one station to another. The US Coast Guard continues this same technique today, which partly accounts for their incredible efficiency. According to Superintendent Kimball, the stations (other than the houses of refuge) were generally equipped with two surfboats (supplied with oars, lifeboat compass, and other outfits), a boat carriage, two sets of breeches-buoy apparatus (including a Lyle gun and accessories), a cart for the transportation of the apparatus, a life car, twenty cork jackets, two heaving sticks, a dozen Coston signals, a dozen signal rockets, a set of signal flags of the International Code, a medicine chest with contents, a barometer, a thermometer, patrol lanterns, patrol checks or patrol clocks, the requisite furniture for rude housekeeping by the crew and for the succor of rescued people, fuel and oil, tools for the repair of the boats and apparatus and for minor repairs to the buildings, and the necessary books and stationery. To facilitate the transportation of boats and apparatus to scenes of shipwrecks, a pair of horses was also provided at stations where they could not be hired, and to those stations where the supplies, mails, etc., had to be brought by water, a supply boat was furnished.4


  Each station had two basic types of boats: lifeboats or surfboats. Most used one or the other; a few had both. Both were row- and sail- powered in the beginning and later converted to motor power. Lifeboats were larger and used for rough waters. They could be launched on rails from the station. Surfboats, on the other hand, were designed specifically for calmer waters where they were launched, as in North Carolina. They were smaller, sleeker, and more maneuverable. They had no transom, meaning the bow and stern were the same pointed shape in case they got turned around. The Beebe-McLellan was the most common surfboat in the Outer Banks stations. Today’s Coast Guard still designates nineteen special stations as surf stations. Only four of those are on the East Coast, and Hatteras Island has two of them: Motor Lifeboat Stations (MLB) Oregon Inlet and Hatteras Inlet.


  The beach apparatus was the collective term for the beach cart loaded with all of its individual pieces. This was the preferred means of rescue for two reasons: If there were hundred-mile-per-hour winds, thirty-foot seas, and stinging rain, the last thing you wanted to do was put another boat in the water. Secondly, the surfmen could remain more safely on the beach.


  The Lyle gun was the most striking. It was a small, bronze, 200-pound black-powder mortar designed specifically for this purpose, with the unique distinction of being the only gun in the history of human-kind specifically designed to save, and not take, lives. Its muzzle would be loaded with a twenty-pound steel projectile called the shot. Attached to the shot was a long but thin line of hemp rope, called the shot line. This line was woven between tall wooden pins in a large box called the shot box, or the “faking” box. It was dumped out before firing. This kept the line from fouling or tangling as it exited the gun at great speed.


  Two large drums or reels were high on the front of the cart. They carried the whip lines. Although they looked like two separate lines, it was actually one long line running through a central pulley, or “block,” to the mariners. In the actual rescue, the objective was to fire the projectile over the ship so that the shot line fell in the ship’s rigging. Someone aboard the ship—crewman (or passenger, if necessary)—would then retrieve that line and begin to haul it in. Tied to the end of it was the whip line. When the pulley reached the ship, it was tied high up on a mast. The two ends remained on the whip line and were spread in a V shape.


  Now, by attaching something to one whip line and pulling on the other, that item would go out to the ship. Reversing it, naturally, would bring it back to shore from the ship—picture Grandma’s old clothesline. The first thing to be tied to a whip line was the hawser. This was a large, heavy, thick line stored in the bottom of the cart. It was hauled out to the ship and secured just above the whip-line block. Meanwhile, two surfmen would have been digging an X-shaped hole on the beach, three to four feet deep. Into this excavation was placed the sand anchor, two large flat boards in that shape with a ring to which a line could be attached. It was then buried, and the shore end of the hawser attached to it. The hawser was tightened by most of the surfmen using the fall line, a series of pulleys that multiplied the pulling force.


  The breeches buoy was then attached to one of the whip lines. Finally, the crotch pole was inserted under the hawser to gain even more height and tension. Now the breeches buoy could be hauled off to the ship by manning one whip line, loading one survivor, and bringing them safely ashore by hauling off the other whip line. This process was so effective that its last use by the Coast Guard was in 1962.
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  How did ships’ crews know what to do with this somewhat complicated procedure? First, a tally board was sent out with the hawser with brief written instructions. Insurance companies had a vested interest in reducing the loss of lives and cargo, so they printed a more comprehensive booklet entitled “Instructions to Mariners in Case of Shipwreck,” with text and illustrations. These were required to be on board any insured vessel, and they did help save lives.


  Every station had at least two beach carts. One was the drill cart, which carried one of everything, since this was only used at the station for the Monday and Thursday practices. The wreck cart was much larger and heavier. Since they might have been miles from the station and caught in bad weather, which usually was the case, this cart carried six steel shots, three faked shot boxes and extra powder, lines and rope, plus additional tools.


  Finally, each station was furnished with a life car. This was a small metal car that resembled a submarine and could carry seven prone survivors. It would be used in place of the breeches buoy. This was one of those good ideas that didn’t always work and quickly fell into disuse.


  The Life-Saving Service Did It All

  The nationwide stations of the US Life-Saving Service routinely went above and beyond their regimented schedule and demands. In addition to the daily drills, daily duties, and actual rescues, the Service did much more. When survivors were brought back to the station, they were immediately given first aid that the men were trained in every Friday. Quickly they were given dry clothing, food, water, and succor. They were given a place to stay until arrangements could be made by the shipping company to pick them up. All of this was free of charge. (The station would contact the shipping company and notify them of the wreck and the situation.) The surfmen offered to unload salvageable cargo if practical. If not, the men would often stand by the wrecked ship for days at a time to prevent scavenging. The surfmen buried the people that did not survive. The last thing the keeper would do was write a detailed wreck report. They did it all. And this didn’t take into consideration all the things they did for their villagers.


  In North Carolina, most of these lifesaving stations were in very remote places that were difficult to access. Villages typically grew around stations if they weren’t built in or near an existing small fishing settlement. These villages typically contained no more than several hundred people. The families were largely related to each other. Each Outer Banks village had a predominant family name: Scarborough, Gray, O’Neal, Hooper, Burrus, Daniels, Etheridge, Jennett, Fulchur, and Midgett, among others. Oddly, these villages were highly competitive with each other.


  Nevertheless, the Life-Saving Station in each became the center of that village in several ways. Because they had the only connections to the outside world—first telegraph, then radio, and finally telephone—they became the communication center of the village. The Chicamacomico Station, for example, merely thirty-six miles from Kitty Hawk, heard about the Wright brothers’ success in 1903 (see chapter 15) at their station in Rodanthe. Villagers could also communicate their news—weddings, births, anniversaries, deaths—to relatives this way.


  Since these men were trained weekly in first aid, the station also became the “urgent care center” of the village. The men of the Service had become national heroes through constant coverage in newspapers and magazines of the times. They wore uniforms, had medals and ribbons, and held coveted and highly respected jobs.


  Everybody loves a hero, so these stations also became social centers, since villagers naturally congregated there. They also became the village welcome center and chamber of commerce for visitors just passing through. The stations interacted with their villagers and offered help any way they could, since the lifesavers were usually related to most of the population of that village!


  What Is Left

  Very little of these original stations remain. Caffeys Inlet LSS Station has been converted to the Lifesaving Restaurant, part of the Sanderling Resort in the Outer Banks town of Duck. Nearly unrecognizable today, it has been extremely modified and modernized. The Kitty Hawk station was similarly converted to the Black Pelican Restaurant. Unless you
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  APPENDIX A: CHRONOLOGY OF CONSTRUCTION OF NORTH CAROLINA US LIFE-SAVING STATIONS


  1874


  Jones Hill (renamed Whale Head, then Currituck Beach)


Caffeys Inlet


Kitty Hawk


Nags Head


Bodie Inlet (renamed Oregon Inlet)


Chicamacomico


Little Kinnakeet


1878


Deals Island (renamed Wash Woods)


Old Currituck Inlet (renamed Pennys Hill)


Poyners Hill


Paul Gamiels Hill


Kill Devil Hills


Tommys Hummock (renamed Bodie Island)


Pea Island


Cedar Hummock (renamed Gull Shoal)


Big Kinnakeet


Creeds Hill


Hatteras (renamed Durants)


1880–1905


Cape Hatteras (1880)


New Inlet (1882)


Ocracoke (1883, renamed Hatteras Inlet)


Cape Fear (1883)


Oak Island (1886)


Cape Lookout (1888)


Portsmouth (1894)


Core Banks (1896, renamed Atlantic)


Ocracoke (1904)


Fort Macon (1904)


Bogue Inlet (1905)





  APPENDIX B: WHY MORE STATIONS WERE NEEDED


  Sites where total wrecks occurred prior to station’s existence, these all occurred during the period of 1750 to 1915. Partial wrecks at these sites have been omitted.


  The “&” designation indicates a new station built to replace older station.


  † indicates that this location was quite far away from any station or potential station; location(s) listed are educated guess for probable closest station.


  * indicates that some of these locations had another station built at/on the same site after 1915, and so it became a Coast Guard Station.


  The purpose here is to demonstrate why USLSS stations were needed in those locations.


  Wash Woods (1878)* 7 Total Wrecks


  Schooner Hiram on January 19, 1837; zero lives lost.


  Brig Ralph on December 22, 1837; zero lives lost.


  Brig Kilgore on August 24, 1842; zero lives lost.


  Bark Emilie on December 3, 1845; seven lives lost.


  Schooner James T. Hatfield on January 18, 1846; zero lives lost.


Bark Eliza on November 28, 1853; one life lost.


  Ship Jane Henderson on June 21, 1860; zero lives lost.


  Pennys Hill (1878) No Total Wrecks


  Currituck Beach (1874, 1904) 22 Total Wrecks


  Sloop Betsy on September 6, 1797; lives lost unknown.


  Brig Georgia on July 15, 1818; zero lives lost.


  Sloop Revenue on December day unknown, 1818; zero lives lost.


Sloop Oran Sherwood on October 29, 1837; zero lives lost.


  Schooner Wave on December 9, 1837; zero lives lost.


  Schooner Horse on January 31, 1838; zero lives lost.


  Schooner American Trader on August 24, 1841; zero lives lost.


Schooner Alonzo on August 24, 1841; zero lives lost.


  Schooner Heroine on October day unknown, 1841; zero lives lost († Whaleshead).


  Ship Victoria on October 23, 1845; zero lives lost.


  Schooner Evergreen on January 9, 1849; zero lives lost.


  Steamer Franklin on September 14, 1850; lives lost unknown.


Schooner Edward Wood on November 23, 1850; zero lives lost.


  Brig Mary Turcan on December 13, 1852; zero lives lost.


  Clipper Rattler on December 8, 1853; zero lives lost.


  Schooner Baltic on November day unknown, 1857; lives lost unknown.


Brig Amanda Coons on November 11, 1858; lives lost unknown.


  Ship Agamemnon on March 25, 1859; lives lost unknown.


  Federal Steamer R. B. Forbes on February 25, 1862; lives lost unknown.


Steamer Andrew Johnson on October 5, 1866; lives lost unknown.


Schooner Martha on January 10, 1867; zero lives lost.


  Bark M. A. Forbes on May day unknown, 1870; lives lost unknown.


  Poyners Hill (1878, 1913) No Total Wrecks


  Caffeys Inlet (1874, 1899) 1 Total Wreck


  [Unknown vessel type] Aid Harrington on May 23, 1851; zero lives lost.


  Paul Gamiels Hill (1878, 1909) No Total Wrecks


  Kitty Hawk (1874)* 18 Total Wrecks


  Schooner Emulous on January 22, 1825; zero lives lost.


  Schooner Diomede on January 23, 1825; lives lost unknown.


  Schooner Victory in month and day unknown, 1825; lives lost unknown.


Schooner Hunter on August 19, 1837; two lives lost.


  Schooner McDonough on June 13, 1844; zero lives lost.


  Schooner John Boushell on January 28, 1851; four lives lost († Albemarle Sound).


  Steamer Mountaineer on December 25, 1852; zero lives lost.


  Schooner Henrietta Pierce on January 16, 1853; zero lives lost.


Schooner Augustus Moore on April 15, 1853; zero lives lost.


  Steamer Bladen McLaughlin on May 6, 1853; zero lives lost.


  Schooner Chansfield on February day unknown, 1860; lives lost unknown († Albemarle Sound).


  Confederate Gunboat Sea Bird on February 10, 1862; lives lost unknown († Elizabeth City).


  Confederate Gunboat Appomattox on February 10, 1862; lives lost unknown († Elizabeth City).


  Confederate Gunboat Fanny on February 10, 1862; lives lost unknown († Elizabeth City).


  Confederate Gunboat Forrest on February 10, 1862; lives lost unknown († Elizabeth City).


  Confederate Gunboat Black Warrior on February 10, 1862; lives lost unknown († Elizabeth City).


  Federal Gunboat Southfield on April 19, 1864; lives lost unknown († Plymouth).


  Confederate Ram Albemarle on October 27, 1864; lives lost unknown († Plymouth).


  Kill Devil Hills (1878) 1 Total Wreck


  Ship William Carlton on May 15, 1818; zero lives lost.


  Nags Head (1874, 1912) 7 Total Wrecks


  Unknown vessel in 1778 († Roanoke Inlet). Unknown vessel name, date unknown, lives lost unknown.


  Confederate Gunboat Curlew, on February 7, 1862 († Roanoke Island).


  Pilot Boat Patriot on January day unknown, 1813; lives lost unknown.


Brig Moon on May 8, 1845; zero lives lost.


  Ship Howell (or Howard) on July 30, 1846; zero lives lost.


  Schooner Antilla on November 6, 1846; lives lost unknown.


  Schooner Charles on November day unknown, 1859; lives lost unknown.


  Bodie Island (1878)* 14 Total Wrecks


  Schooner Harvest on November 18, 1825; lives lost unknown.


Schooner Victory on February 6, 1837; zero lives lost.


  Schooner Alhambra on August 26, 1837; zero lives lost.


  Brig Enterprize on October 9, 1837; one life lost.


  Schooner William J. Watson on November 15, 1840; zero lives lost.


Schooner Trident on June 14, 1842; zero lives lost.


  Brig Marion on November 4, 1842; two lives lost.


  Schooner Danube on May 14, 1844; zero lives lost.


  Schooner Rio in December 1853; zero lives lost.


  Steamer Vera Cruz in month and day unknown, 1860; lives lost unknown.


  Federal Transport Oriental on May 8, 1862; lives lost unknown.


Schooner Adamantine in November 1867; lives lost unknown.


Bark Ezra in September 1869; lives lost unknown.


  Steamer Eagle on March 4, 1870; zero lives lost.


  Oregon Inlet (1874, 1897) 1 Total Wreck


  Brig Quick in March 1867; five lives lost.


  Pea Island (1878, 1881) No Total Wrecks


  New Inlet (1882) 8 Total Wrecks


  Schooner Enterprize on October 27, 1822; zero lives lost.


Steamer William Gibbons on October 10, 1836; zero lives lost.


Schooner C. C. Thorn on June 2, 1846; lives lost unknown.


Schooner R. W. Brown on December 11, 1848; lives lost unknown.


Schooner Lady Whidbee on January 17, 1860; zero lives lost.


  Brig Volant in September 1862; lives lost unknown.


  Schooner Alfred Thomas on March 10, 1867; lives lost unknown.


Steamer Flambeau in March 1867; zero lives lost.


  Chicamacomico (1874, 1911) 6 Total Wrecks


  Ship Voucher on November 19, 1817; zero lives lost.


  Packet Milledgeville on August 30, 1839; nine lives lost.


Schooner F. A. Tupper on March 27, 1843; zero lives lost.


Schooner P. B. Savery on August 11, 1851; zero lives lost.


Schooner Magnolia on December 3, 1852; one life lost.


Brig B. T. Martin on July 24, 1861; lives lost unknown.


  Gull Shoal (1878) No Total Wrecks


  Little Kinnakeet (1874, 1904) No Total Wrecks


  Big Kinnakeet (1878)* No Total Wrecks


  Cape Hatteras (1882)* 36 Total Wrecks


  Brig Tyrrel on July 3, 1759; sixteen lives lost.


  Ship Islington on March 16, 1820; zero lives lost.


  Ship Congress on August 24, 1842; seven lives lost.


  Schooner Driver on January 17, 1844; zero lives lost.


Schooner Regulus on January 5, 1846; zero lives lost.


Schooner Mary Anna on September 8, 1846; zero lives lost.


Brig Pennsylvania on September 24, 1847; zero lives lost.


Schooner J. P. Bickley in March 1849; zero lives lost.


  Brig Margaret on July 24, 1850; zero lives lost.


  Brig Ocean in July 1850; zero lives lost.


  Brig Belle in July 1850; zero lives lost.


  Schooner Racer in July 1850; three lives lost.


  Brig Mary Ellen in July 1850; zero lives lost.


  Steamer America on January 30, 1851; zero lives lost.


Schooner Richard H. Wyatt on January 31, 1851; zero lives lost.


Schooner Jane in June 1851; zero lives lost.


  Brig Albemarle on September 7, 1853; lives lost unknown.


Schooner Cassius on February 12, 1854; zero lives lost.


  Bark Orline St. John on February 21, 1854; four lives lost.


  English ship Robert Walsh on March 8, 1854; eleven lives lost.


Bark Mary Varney on April 5, 1856; one life lost.


Schooner A. S. Willers in September 1857; lives lost unknown.


Confederate Privateer York on April 9, 1861; lives lost unknown.


Federal Transport Governor on October 31, 1861; lives lost unknown.


Federal Transport Peerless on October 31, 1861; lives lost unknown.


Federal Gunboat Monitor on December 31, 1862; sixteen lives lost.


Federal Brig Bainbridge on August 21, 1863; lives lost unknown.


Brig Geo. E. Maltby on January 7, 1867; zero lives lost.


Bark Istria in June 1868; twenty-three lives lost.


Steamer Nevada on June 4, 1868; one life lost.


Steamer Thames on April 6, 1869; lives lost unknown.


Steamer Key West in October 1870; zero lives lost.


Schooner R.B. Thompson on July 3, 1873; nine lives lost.


Schooner Spellbourne in October 1873; zero lives lost.


Schooner Blaisdell in May 1875; lives lost unknown.


Wrecking Schooner SS Lewis in September 1876; lives lost unknown.


  Creeds Hill (1878)* 1 Total Wreck


  Schooner G. W. Carpenter in April 1867; lives lost unknown.


  Durants (1878) No Total Wrecks


  Hatteras Inlet (1883) 6 Total Wrecks


  Brig Indus on December 18, 1837; zero lives lost.


  Brig D. W. Hall on June 14, 1842; zero lives lost.


  Federal Transport City of New York on January 15, 1862; lives lost unknown.


  Schooner Vesta in April 1867; lives lost unknown.


  Steamer Alliance on March 4, 1869; lives lost unknown.


  Steamer Fairbanks on December 9, 1870; zero lives lost.


  Ocracoke (1905)* 14 Total Wrecks


  English ship Tiger on June 29, 1585; lives lost unknown.


  Gunboat #140 on September 23, 1814; lives lost unknown.


  Sloop Henry on December 5, 1819; six lives lost.


  Light Ship Cape Hatteras in August 1827; two lives lost.


  Sloop Premium on January 8, 1837; zero lives lost.


  Schooner Aurora in June 1837; zero lives lost.


  Steamer Home on October 9, 1837; ninety lives lost (see chapter 12 for full report).


  Schooner Mary on December 22, 1839; zero lives lost.


  Schooner Lambert Tree on February 17, 1841; zero lives lost.


  Brig Pioneer on August 24, 1842; one life lost.


  Schooner Comet on January 7, 1846; lives lost unknown.


  Schooner Fanny Gray in March 1849; lives lost unknown.


  Brig Black Squall on April 8, 1861; lives lost unknown.


  Schooner Daniel Chase on November 4, 1867; lives lost unknown.


  Portsmouth (1894) 3 Total Wrecks


  Brigantine Aurora on September 19, 1776; zero lives lost.


  Federal Gunboat Pickett on September 6, 1862; lives lost unknown († Washington).


  Federal Gunboat Underwriter on February 2, 1864; lives lost unknown († Newbern).


  Core Banks or Atlantic (1896) 5 Total Wrecks


  Ship Nuestra de Solidad on August 18, 1750; († Drum Inlet) zero lives lost.


  Schooner Cumberland on October 8, 1837; zero lives lost.


  Steamer Pulaski on June 14, 1838; one hundred lives lost.


  Schooner Mary Bear on September 9, 1881 (between Core Banks and Cape Lookout); one life lost.


  Schooner Kate Wentworth on November 18, 1886; one life lost.


  Cape Lookout (1888) 11 Total Wrecks


  Sloop [Unknown name] in 1666; two lives lost.


  Brig Carroll on February 8, 1837; zero lives lost.


  Schooner William on August 29, 1837; lives lost unknown.


Schooner Argon in December 1844; zero lives lost.


Schooner Monterey on March 7, 1851; zero lives lost.


Steamer Oneota in November 1867; lives lost unknown.


Steamer Patapsco on September 12, 1868; zero lives lost.


Steamer Gulf City on June 11, 1869; twenty-two lives lost.


Steamer La Republique in February 1871; zero lives lost.


Ship Pontiac in February 1871; lives lost unknown.


Schooner Crissie Wright on January 11, 1886; six lives lost.


  Fort Macon (1904) 5 Total Wrecks


  Schooner Seaman on March 5, 1837; zero lives lost († New River Inlet).


Steamer Pulaski on June 14, 1938; one hundred lives lost († off New River).


  Schooner Walter J. Doyle in March 1852; lives lost unknown († Beaufort Bar).


  Schooner Sun on January 13, 1854; lives lost unknown († Beaufort Inlet).


  Blockade Runner Nutfield on February 4, 1864; lives lost unknown († New River Inlet).


  Bogue Inlet Swansboro (1905) 4 Total Wrecks


  Vessel type unknown El Salvador on August 18, 1750; lives lost unknown († Topsail Inlet).


  Steamer Sam Berry on January 12, 1856; one life lost († Masonboro Inlet).


  Federal Gunboat Columbia on January 14, 1863; lives lost unknown († Masonboro Inlet).


  Blockade Runner Pevensey on June 9, 1864, lives lost unknown.


  Oak Island (1889) 6 Total Wrecks


  Blockade Runner Elizabeth on September 24, 1863; lives lost unknown († Lockwoods Folly).


  Blockade Runner Bendigo on January 4, 1864; lives lost unknown († Lockwoods Folly).


  Blockade Runner Vesta on January 10, 1864; lives lost unknown († Tubbs Inlet).


  Federal Gunboat Iron Age on January 11, 1864; lives lost unknown († Lockwoods Folly).


  Blockade Runner Ranger on January 11, 1864; lives lost unknown († Lockwoods Folly).


  Schooner Mary J. Fisher on August 24, 1881; four lives lost (south of Oak Island).


  Cape Fear (1883) 40 Total Wrecks


  Brigantine [Unknown] in June 1526; lives lost unknown.


  Flyboat [Unknown] in 1665; zero lives lost.


  Brig Escambia on March 25, 1840; lives lost unknown (Frying Pan Shoals).


  Ship Flora on March 28, 1840; lives lost unknown (Frying Pan Shoals).


Brig Ashley on June 2, 1842; zero lives lost.


  Brig Rodney on June 20, 1848; zero lives lost.


  Blockade Runner Modern Greece on June 27, 1862; lives lost unknown.


  Confederate Light Ship Frying Pan Shoals on December 31, 1862; lives lost unknown († Cape Fear River).


  Blockade Runner Golden Liner on April 27, 1863; lives lost unknown († Cape Fear River).


  Blockade Runner Kate (2nd) on July 12, 1863; lives lost unknown († Smiths Island).


  Blockade Runner Hebe on August 18, 1863; lives lost unknown († near Cape Fear).


  Blockade Runner Alexander Cooper on August 22, 1863; lives lost unknown († near Cape Fear).


  Blockade Runner Arabian on September 15, 1863; lives lost unknown († near Cape Fear).


  Blockade Runner Phantom on September 23, 1863; lives lost unknown († Rich Inlet).


  Blockade Runner Douro on October 11, 1863; lives lost unknown († Wrightsville).


  Blockade Runner Venus on October 21, 1863; lives lost unknown († near Cape Fear).


  Blockade Runner Beauregard on December 11, 1863; lives lost unknown († Carolina Beach).


  Blockade Runner Antonica on December 19, 1863; lives lost unknown (Frying Pan Shoals).


  Blockade Runner Dee on February 6, 1864; lives lost unknown († near Cape Fear).


  Blockade Runner Wild Dayrell on February 1, 1864; lives lost unknown († Stump Inlet).


  Blockade Runner Fanny & Jenny on February 9, 1864; lives lost unknown († Wrightsville).


  Blockade Runner Emily of London on February 9, 1864; lives lost unknown († Wrightsville).


  Blockade Runner Spunkie on February 9, 1864; lives lost unknown († near Cape Fear).


  Confederate Gunboat Raleigh on May 7, 1864; lives lost unknown († Cape Fear River).


  Blockade Runner Georgiana McCaw on June 2, 1864; lives lost unknown.


  Blockade Runner Florie on September 10, 1864; lives lost unknown († Cape Fear bar).


  Blockade Runner Badger on September 10, 1864; lives lost unknown († Cape Fear bar).


  Confederate Gunboat North Carolina in September 1864; lives lost unknown († Cape Fear River).


  Blockade Runner Condor on October 1, 1864; lives lost unknown († near Cape Fear).


  Blockade Runner Ella on December 3, 1864; lives lost unknown. Federal Gunboat Louisiana on December 24, 1864; lives lost unknown († Fort Fisher).


  Confederate Gunboat Tallahassee on January 15, 1865; lives lost unknown († near Cape Fear).


  Blockade Runner Cape Fear in January 1865; lives lost unknown († Cape Fear River).


  Blockade Runner North Heath in January 1865; lives lost unknown († Cape Fear River).


  Steamer Francis on December 30, 1867; zero lives lost († Carolina Beach).


  Schooner Eleanor T. on February 4, 1870; five lives lost († Carolina Beach).


  Schooner Electric on August 21, 1876; zero lives lost (between Cape Fear and Oak Island).


  Schooner Minnie on April 12, 1882; zero lives lost.


  Schooner Mercy T. Trundy on April 24, 1882; zero lives lost.


Schooner Robbie L. Foster on October 14, 1882; zero lives lost.
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