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soon as the Board was advised that H.M.N.Z.S.
" Royalist" would be visiting Port Taranaki on 16th
March, 1957, it was decided that it would be most
appropriate if at all practicable for the visit to coincide with the
official opening of the Moturoa Wharf, particularly as H.M.S.
" Veronica" in 1924 was the first ship to berth at the Newton
King Wharf. It was then thought that the time had arrived for
the history of the Port to be written. Unfortunately as time did
not permit the preparation of a complete history we have had to
content ourselves with an historical review. It is my wish that a
full history be written in the near future and this is a matter
that the Board will consider.

S

O

Our first problem was to find an author and in this we have
been most fortunate in obtaining the services of Mr. H. E. Carey,
recently retired from the staff of the "Taranaki Daily News."
We are most grateful toMr. Carey for the painstaking way in
which he devoted himself to research in both New Plymouth
and Wellington and I am sure all will value the historical record
he has provided. Having complete confidence in Mr. Carey's
capabilities, we were happy to leave the matter entirely in his
hands.
The Board's thanks are due to Mr. A. L. Low, Librarian of
the New Plymouth Public Library, the staff of the General
Assembly Library, Wellington, and most of all the Secretary
of the Harbour Board, Mr. G. A. Eddowes, and his staff for
assistance they have all so freely given to enable Mr. Carey to
write this historical review in so short a time. A thesis prepared
by Mr. H. K. Gruszning, M.A., was also of service.
May I here record on behalf of the Board our thanks to
Mr. Carey for this work and also to those who so willingly
assisted him.
H. E. BLYDE,
Chairman, Taranaki Harbour Board.
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CHAPTER I.
THE GAT'EWAY.
"

LIQUID HISTORY" was the description given by a
Victorian politician to the river Thames at London.
The phrase expressed recognition of and admiration
for a waterway that by man's efforts through the centuries had
made a stream that meandered through a swamp into a port that
opened for a nation a gateway to the markets and industry
of the world.
, To suggest that the history of Port Taranaki
with that of the Port of London would be absurd.
brief account of the Taranaki enterprise will be
some important characteristics Port Taranaki can
with a mighty prototype in Great Britain.

can compare
But from this
seen that -in
claim kinship

Both ports are the outcome of human endeavour. Both
enterprises began in strife. The beach at Moturoa which has
become Port Taranaki saw many an orgy of bloodshed and
cannibalism before the white man took possession, not by force,
be it remembered, but by purchase from its Maori owners.
Ownership achieved, there came to both endeavours the
need to contend with, as well as to harness, the forces of Nature
towards the ideal that was sought, namely, a harbour that could
invite the shipping of the world to a safe anchorage and to a
port supplied with the equipment essential for the adequate
loading and discharge of ships.
As these brief notes will show, the striving for the ideal
was not always wise or even wholehearted.
But in spite of ebb
and flow in leadership, constancy and skill, gradually the ideal
became reality, the broader view became accepted policy and,
as in the older land, a main gateway was built between the seven
seas and a developing nation.
.
How great was the need for a port at New Plymouth is
shown in the following pages.
The demand for progress can
never be static in a community that is virile, and is: prepared
to accept the cost as well as the advantages of wider opportunity.
The completion of the latest stage in the capacity of Port
Taranaki, the opening of the new "Moturoa"
wharf, gives
occasion for considering anew the evolution of the harbour.
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80 years ago before breakwater construction started.
the present New Plymouth railway station.
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CHAPTER II.
SETTLEMENT

BEGINS.

HE story of the founding of New Plymouth is a fascinating
record of colonisation carried out in methods devised
and expounded chiefly by Mr. Edward Gibbon Wakefield,
He found support in high places in Great Britain but also
encountered considerable opposition from Governments and
their servants. Official Britain had no desire to add to her
colonies. Wakefield and his friends saw further and founded an
organisation for the colonisation of New Zealand. To circumvent
official oppisition the organisation became a joint stock company,
the New Zealand Company. Without official permission it
founded a settlement at Wellington where its agents purchased
a large tract of country from the Maori chiefs. This purchase
was held by the Crown (as represented by Governor Hobson) to
be largely invalid when, by the Treaty of Waitangi, the Maori
people became British subjects.
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Meanwhile in Great Britain on January 25, 1840, i.e., about
a fortnight after the Treaty of Waitangi had been signed, the
Plymouth Company was formed as an offshoot of the New
Zealand Company. It had a capital of £150,000 and was
supported by many well known men. The company's object was
to found a West of England settlement in New Zealand, and for
that purpose it purchased 10,000 acres of land from the New
Zealand Company, a portion of the area the latter company
considered it had purchased from the Maoris.
On August 13, 1840, only seven months after the Plymouth
Company had been formed, it sent its chief surveyor, Mr. F. A.
Carrington, and his staff to choose a site for the "West of
England" settlement in New Zealand for which the company
later that month purchased another 50,000 acres from the New
Zealand Company. The latter had by this time founded a
settlement at Wellington, although the validity of land titles and
other matters of administration had still to be adjusted with the
Crown's representative, Governor Hobson.
This is not the place to discuss details of the founding of
New Plymouth save as they affected the demand for a harbour
and the efforts made by the pioneer settlers to organise shipping
services.
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Carrington, after considering the Queen Charlotte Sound
and Waitara areas, decided on the present site of New Plymouth.
He chose the locality because of the area of rich, arable land
available although it had no harbour. He had first favoured
Waitara because of its river entrance to the sea, but rejected it
because a harbour there would be constricted by the sandbar
beyond the river's mouth.
Carrington considered that small harbours " could easily be
made and with trifling expense near the town," namely, at the
mouth of the Huatoki river. Early in 1841, however, he surveyed
the Sugar Loaves area and sent his report to the Plymouth
Company. for the purpose of showing that a harbour could be
formed there" safe and accessible at all times and seasons." It
must be remembered that the age of steam shipping had scarcely
begun and the requirements of sailing vessels were the standards
by which a port's safety and suitability were judged.
Carrington saw the value of the islands at Moturoa where,
he contended, Nature had done much towards the formation' of a
harbour and provided also plenty of material for its completion.
A modest harbour in town for small craft and a deep sea
port at Moturoa would put the wisdom of the choice for New
Plymouth's establishment beyond all doubt. History has justified
Carrington's judgment and prophecy. But many years of travail
lay ahead.

The first stages:

Root of the breakwater

in the "eighties."

CHAPTER
DISAPPO'INTMENT

III.
AND

DISMAY.

EFORE Carrington's reports
could reach England
arrangements had been made at Plymouth for the
despitch of emigrants to New Plymouth. By choice they
followed the Wakefield plan for migrants, which provided for
people able to purchase their holdings, professional men, artisans
and agricultural labourers. The social texture of the migration
assumed importance when harbour matters came up for discussion. The pioneers discovered the settlement they were to
establish and develop had but an open roadstead in which the
prevailing wind was likely to drive ships ashore.
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On November 18, 1840, the first batch of migrants left
Plymouth in the barque William Bryan which reached the Sugar
Loaves on March 30, 1841, only a few weeks after Carrington
had surveyed the area as a site for a harbour. The migrants and
their belongings were hurried ashore and the William Bryan left
six days after her arrival.
Meanwhile, although the emigrants did not know it, the
Plymouth Company's finances had collapsed and the company
had been taken over by the New Zealand Company. This had a
disastrous effect upon the help available for the New Plymouth
pioneers, particularly in regard to the establishment of shipping
facilities.
The William Bryan migrants were under the direction of
Mr. George Cutfield, formerly a naval architect at Devonport
dockyard. He, in turn, was subordinate to Captain Henry King,
R.N., who came as Chief Commissioner of the settlement. The
leaders' task was not easy. The wealthier pioneers were
wrathful because they had paid for sections in a settlement that
had no port and no conveniences for shipping. They spoke
openly of false pretences on the part of the Plymouth Company
and threatened legal action.
Cutfield had also to sustain and stimulate to action the
migrants under his control. He had 42 married and 22 single
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adults with 70 children dumped into some rough shelters at
Ngamotu, two miles from the site of the town they were to build.
Most of them had come from villages in England where a visitor
from a place ten miles away was a "foreigner." The only road
to the new town was the beach-with a number of reefs to
prevent smooth progress-and there were neither horses nor
bullocks to transport stores and household goods.
It is easy to see that such a community was entirely
dependent upon ships for food and other supplies until crops
could be grown and harvested.
This was recognised by the New Zealand Company, and in
June the brig Speculator was sent from Wellington with supplies.
Five months after the pioneers landed at Moturoa, the shin
Amelia Thompson arrived with the second batch of migrants.
They had heard in Wellington of the lack of a harbour at New
Plymouth. Their comments were bitter, and there was more
talk of legal rights being pressed. The disappointment became
dismay when a few weeks after the Amelia Thompson's
departure the new schooner Regina was driven ashore and
wrecked on a reef opposite the present New Plymouth railway
station.
A day or two later the ship Oriental arrived and only a
sudden change of wind saved her from sharing the fate of the
Regina. The Oriental brought another 80 migrants to New
Plymouth-the last to arrive in the pioneer year of 1841. The
year ended in gloom, and on January 21, 1842, a public meeting
of settlers sent a petition to the Plymouth Company
asking that shipping facilities be improved and that the
company bear the cost of making a harbour at the mouth
of the Huatoki river. Unless shipping conditions were improved,
the petition said, the settlement was bound to fail. A proposal
to transfer it from New Plymouth was made to the meeting, but
it was defeated.

The breakwater

under construction

about 1882.

CHAPTER IV.
FOSTER-FEEDING ENDS.
HE earlier reports from Carrington and from Colonel
Wakefield had convinced the New Zealand Company
that something must be done about the Taranaki
roadstead. Heavy moorings were sent from England and laid
about two miles from the shore at New Plymouth by the barque
Timandra, which arrived in February, 1842, only a month later
than the meeting of protest. It was hoped the moorings would'
make the roadstead safe for any ships of the size likely to visit
the Taranaki settlement. A claim to such a result was made by
Captain -Liardet who (in consequence of the merger of the
Plymouth Company with the New Zealand Company) had
succeeded Captain King, not as Chief Commissioner of the New
Zealand settlement but as chief agent for the New Zealand
Company at New Plymouth.
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Liardet claimed that with moorings laid the roadstead was
safe" even in the worst winds." Although the moorings were
not a substitute for a harbour, he reported, they would, with
the addition of a boat harbour that could be built cheaply at the
mouth of the Huatoki river, serve the settlement until it was
strong enough to undertake the construction of a harbour.
The harbour project, even with Carrington's optimism over
the use of material at the Sugar Loaves and a "breakwater a
little longer than a furlong," was estimated to cost much more
than the New Zealand Company could afford.
Indeed the company's affairs were greatly embarrassed
politically and financially by the Treaty of Waitangi invalidating
its land purchases.
To the settlers' petition for a harbour at the mouth of the
Huatoki the company replied that it had no funds for such a
purpose, but that it had sent a complete set of powerful moorings
as well as "two cranes for hoisting cargoes from boats hauled
up on the beach," and a launch for landing cargoes and
passengers.
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The reply was a plain intimation to the Taranaki settlers
that they must themselves provide any further harbour facilities
they desired. Indeed the settlers had not been entirely lacking
in self reliance. A few months after the William Bryan arrived
they had built a whaleboat to avoid difficulty in bringing cargo
through the surf. In the following year a cutter and a surf boat
were built in the settlement, the cutter and the launch sent by
the company being sold later. In spite of the lack of a harbour
the Taranaki settlement was growing.
Local crops were'
reducing its dependence upon ships for food supplies. The
demand for goods induced more ships to visit the roadstead,
and a number of coastal vessels made more or less regular calls.
The unloading of ships became better organised, and a
community spirit was developing.
Nevertheless the reputation of the roadstead as dangerous
and the consequential
difficulty of transporting
goods
undoubtedly slowed down progress. Without a rapidly growing
population
harbour
proposals
were
obviously
beyond
achievement.

May 7, 1886.

Ship Halcione discharging

at the breakwater.

CHAPTER V.

:\

ERA OF STEAM BEGI NS.

New Zealand as elsewhere ships and shipping were
revolutionised by the coming of steam. The advance in
transport methods received early recognition in the
Dominion and in October, 1851, an effort was made in Nelson to
establish a steamer service with callings at all the various settlements in the colony, including Taranaki.
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The Nelson effort failed but three years later the General
Government contracted for the steamer Nelson to run from
Onehunga to Dunedin with calls at New Plymouth.
Two years later, in 1856, and again in 1858 there were
further Parliamentary discussions regarding improved interprovincial steamer services.
Real progress was achieved in 1860 when a monthly service
was established between Onehunga, Taranaki, Wellington and
Otago. Mails at New Plymouth, however, were to be received
and despatched by boat "when the weather permits," a
stipulation that emphasised the mariners' fear of the Taranaki
roadstead.
The Maori wars may have impressed upon legislators the
need for more regular communication between the settlements,
and in 1862 Parliament agreed to a fortnightly interprovincial
teamer service. A year later a weekly service between
Wellington, Taranaki and Onehunga was approved.
By then efforts to improve transport arrangements at New
Plymouth had led to the erection of sheds on the beach (below
he present Tasman Hotel) and a supply of large surf boats that
were dragged to the water by horses. Nevertheless the
inhibitions of the roadstead continued even through the seven
years in which Imperial troops at New Plymouth shared in the
conflicts with the Maori. The troops left in 1867. Two years
later peace was restored and one of its effects was that the
Waitara district was open for European settlement and its river
port available for Taranaki shipping. For a decade the rivalry
between the river port and the New Plymouth roadstead was
to continue.
9

CHAPTER VI.
PROVI N'CIAL

EFFORTS.

HE Taranaki Provincial Council, invested with wide
authority over the province, came into being in 1853.
It was then named the New Plymouth Provincial
Council, but as broader views and wider interests wen
established its name was altered.
The council was naturally concerned about the shipping
position. Even with the steamer services the limitations of surf
boat transport were sufficient to hold up progress. Their effect
was emphasised when, for instance, the settlement's chief export
trade was in live cattle or when, later, the exigencies of a military
campaign required satisfactory shipping services.
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The war gave opportunity for pressing Taranaki's need for a
harbour on the Central Government, but there was little result.
It says a good deal for the courage of the provincial council that
as soon as the war seemed likely to end an effort was made to
establish a harbour at New Plymouth.
In 1866 the council obtained a report from Mr. J. M. Balfour,
Colonial Marine Engineer, and Mr. T. Doyne, a Melbourne civil
engineer, on the construction of a deep sea harbour. The report
rejected the suggestion for a harbour at the Sugar Loaves, and
recommended one in the then mouth of the Huatoki river
(outside the present railway station). This did not meet with the
council's approval. In 1867 it passed an ordinance reserving
lands at Mount Eliot and Brougham Street as an endowment for
a harbour at the Sugar Loaves. This marked a definite provincial
harbour policy, one of considerable boldness considering the
province was still at war and its resources thereby curtailed.
Meanwhile representations to the General Government
continued. In 1870 F. A. Carrington, by now one of the Taranaki
members in the House of Representatives, obtained Parliament's
approval for a survey and the taking out of estimates of the cost
of establishing a harbour at New Plymouth. The next year a
motion was passed for an expenditure of £45,000 for this purpose,
but two years later Carrington complained that no action had
been taken.

The original

Moturoa wharf with Wakatipu

and Gairloch alongside.
foreground.

Cattle yards and race in the

In 1874 the New Plymouth Harbour Board Endowment Act
as passed.
It provided, inter alia, that one-quarter of the land
:..:::.d of the province should be appropriated for making a
:::..s.rbour provided the Taranaki Provincial Council ratified this by
crdinance.
This was done in 1875. The ordinance set up a
~arbour Board to which was transferred the ownership of the
.ands already set aside as a harbour endowment, and the adminisrrauon of the revenue obtained from the quarter-share of the
'", d fund.
The board also had power to lease lands and levy
::-a:es on lands exclusive of buildings.
With the establishment
c:: the Harbour Board began the real history of Port Taranaki.

CHAPTER VII.
HARB'OUR BOARD'S CONSTITUTION
AND S'COPE.
HE Taranaki Provincial Council having passed an
ordinance ratifying proposals contained in the New
Plymouth Harbour Board Act the New Plymouth
Harbour Board came into existence in July, 1875. Its principal
financial support was to be one-fourth of the "land fund" i.e.,
of the amounts received from the "sale, occupation or other
disposal of certain Crown lands." This was to be used for making
a harbour, with the proviso that "no works can be begun
without the plans having been first submitted and approved by
Governor-in-Council."
The Board was also given statutory rating powers. For
convenience this chapter contains details of its constitution and
of the area over which its rating authority extended.
The first New Plymouth Harbour Board consisted of nine
members. Six of these were appointed by the Provincial Council
and three by the Governor. Quite early in its existence the
desirability of some members being elected directly by the public
was discussed and at a Board meeting in February, 1877, steps
in this direction were received favourably by Board members.
The position was altered by the Harbours Act, 1878, which
provided for a Board of nine members six of them elected by
the local authorities in the harbour district and three appointed
by the Governor.
These conditions obtained for some years, but were altered
by an amendment Act in 1910.
In 1923 the Board had 10
members, one appointed by the Governor-General, two by electors of the New Plymouth Borough, one by the electors of the
Inglewood, Stratford and Eltham Boroughs, two by the electors
of parts of the Egmont, Inglewood and Taranaki Counties, one
by the electors of parts of the Stratford and Whangamomona
Counties, one by the electors of parts of the Eltham and Hawera
Counties and one by the electors of the Waimate West County
Council. This would seem to indicate a desire that representation
should cover rating areas. Under the Harbours Act, 1950, the
New Plymouth Harbour Board still had 10 members, but
none was appointed by the Governor-General. The Act withdrew
a constitution approved in 1948 and provided for a Board of
the following representatives: Two for the city of New Plymouth,
one for the boroughs of Inglewood, Stratford and Eltham, two
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Coasters loading produce for Wellington at the original Moturoa wharf.

-:: -' e parts of the Stratford and Whangamomona

counties

that

within the harbour district, one for the parts of the Eltham
~:: Hawera counties within the harbour district, one for the
-:-.;:_jnate West county, one for the borough of Waitara and one
:::: :he Clifton county. Much as this had widened representation
- -:= vital importance of the harbour to the whole province was
:..:' er recognised in the Taranaki Harbour Board Act, 1954.
er its provisions Port Taranaki came into being with the
-=-~anaki Harbour Board as its controlling authority. The Board
.::.;_s 12 members, elected as follows: Three by the City of New
_ ~:mouth, two by the Taranaki County Council, one by the
-, ::;:-0 ugh and County of Inglewood, one by the Egmont County
~d the Opunake Borough, one by the Stratford and Eltham
- roughs, one by the Stratford and Whangamomona Counties,
:=e by the Waitara Borough and parts of the Clifton and Ohura
:::-a:rnties within the harbour district, one by the Town District of
-"ponga and part of the Eltham County, one by the Waimate
est County and the Town District of Manaia and part of the
:::"wera County. That is the constitution of the Taranaki Harbour
ard today except for the later inclusion of the Opunake
rough in the Egmont County and the amalgamation of the
-;t;fiangamomona County with the Stratford County and the Ohura
County with the Taumarunui County.
The ordinance of 1875 gave the Harbour Board powers to
• ITOW moneys and to levy a rate on land in an area which
axtended from the mouth of the Mokau River in a south-easterly
.;; ection to the Wanganui River, down that river thence southwesterly to the mouth of the Waingnongoro River thence by
:::e sea to the starting 'point,
In 1877 Parliament revised the borrowing powers of the
.:Iarbour Board but the rating area remained as in 1875. A
_ te under this authority was collected each year from 1887
: 1908.
In 1900 part of the rating district was taken to form the
iokau Harbour District, in 1908 the area forming the Waitara
~arbour District ceased to be liable for rating and in the same
:-ear the area forming the Opunake Harbour District was also
removed from the New Plymouth Harbour Board's rating area.
A the same time, the Waimate West County and part of the
Hawera County were freed from future loan liability although
:hey continued to have representation.
Since then fresh arrangements have been made regarding
ill these districts and the rating area of the Taranaki Harbour
Board today is as it was in 1875.
:'::=
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