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SUBMERGED CULTURAL RESOURCES UNtT 
REPORT AND PUBLICATION SERIES 

The Submerged Cultural Resources Unit was established in 1980 t o  conduct 
research on submerged cultural resources throughout the National Park System with 
an emphasis ion historic shipwrecks. One o f  the unit's primary responsibilities is t o  
disseminate the results of research t o  National Park Service managers, as well as 
the  professional commun;ry, in a form tha l  meets resource management needs and 
adds to  our understanding of the resource base. A report series has been initialed 
in order to fulfil l this responsibility. The fol lowing are the categories of reports that 
comprise this series. 

Submer a ed C 1.1IturaI Resources Ass ess ment 

First line document that consists of a brief literature search, an overview of the 
maritime history and the known or potential underwater sites in the area,. and 
preliminary recommendations for long-term management. I t  is designed to  have 
application to  General Management Plans and Development Concept Plans and to 
become a soiirce document for a park's Submerged Cultural Resources Management 
Plan. 

Submerged Cultural Resources Survey 

Comprehensive examination of blocks of park lands for the purpose of locating and 
identifying a s  much of the submerged cultural resources base as possible. A 
comprehensive literature search would most likelv be a part of the Phase I report 
but, in some cases, may be postponed until Phase II. 

Phase I - Reconnaissance of target areas with remote sensing and visual survey 
techniques to establish location of any archeological sites or anomalous features 
that may suggest the presence of archeological sites. 

Phase I 1  - Evaluation of archeological sites or  anomalous features derived from 
remote sensing instruments t o  confirm their nature, and if possible, their 
significa nce. 'Th is may involve exp Ioratory remova I of over burde n. 

Submerged Ct.iltural Resources Study 

A document that discusses, in detail, a" known underwater archeological sites in a 
given area. This may involve test excavations. The intended audience is managerial 
and professional, not the general public. 

Submerged Ctiltural Resources Site Report 

Comprehensive documentation of one archeological site which may  involve a partial 
or complete site excavation. The intended audience is primarily professional and 
incidentatly nianagerial. Alrhough the document may be useful t o  a park's 



interpretive specialists because of its ir i lormalion conleiit, i l  would probably not be  
suitable for general dislr ibt i t ion Lo park v i s i io r s .  

S u bm er 9 ed C u11ci r a I R eso ur I: es S pe 
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These may be in published or ptiococopy forrnal. included arc special 
cornmenta r ies, papers 0 r I  r ne L t i  od o Io g i(: a I or le c I] 11i(:a I iss  i ie s per I iiie I1 I to urI dc t'wattlr 
archeology, or any miscellaneous rcpor l  LhaC docs not app rop r ia ie l~Wt inCo one o-l' 
the  other categories. 
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for bea ra n c e . 

We also berieti-tc?dgreatly from t h e  input of a number of folks f rom (Ire Great Lakes 
Region. Patrick Labadie, Direc.I:or .ol the US.  Army Corps of Engineers Canal  Park 
IVluscum in DulLith, was a magnificent firid for u s  because of his grca't knowledge of 
regional history and marit ime malerial cul-Lure. Thorn tiolden, also 0.f .the Cai ia l  Park 
Museum, provided us wi th access to  his personal files or1 Is lo  Royale shipwrecks 
a n d  Phe benefit of his kriowltttlge 0'1 Lake Superior maritirrie disasters a l l  throi igh the 
project. Hir: Wrighl: -from Bowling Green S ta te  Univorsitv pcr.formed an exlrerrrely 
helpful records scarch for us ir i  -the files o f  the Institute for  Crcal: Lakes Research. 
Ric has since passed away, his contr ibul ions to  Great Lakes riavigatiori research will 
be missed. Gerric Noble of the Thunder B a y  1 lis-tarical IVIcrseurn h a s  provided useful 
historical informalion La the  Park fo r  r r r a r i y  years. James IVlarst ial l  gave freely of his 
first- ha r i  d experience reyardirig tli e s a  IvaCJe of l ht! s teams ti ip AWIERICA. 

Other assistance wi th  a r c h h i l l  rna'tcrials cart ie from t h e  .following: Jim Delgado, 
Golden Gate Naiiional Recreation Arca; David t l t i I I  and Jotin Wlaciunis of the J. Porter 
Sliaw Library, National IVlaritime IVIuseurn, Sari Francisco; Penriy C. Grigsby, New 
Mexico Sta lc  Library; I<cn Hal l  and John Vandcreedt of t h e  Judicial, Fiscal a n d  Social 
Branch of the IVirLional Archives, Washing-i:ori D.C. 

Larry Sand, Captain of SUPERIOR DIVER, was [lie chartcr contractor for  nrost of our 
intensive field sessions. His skill a n d  cornpe-tence not only helped lteep us alivu, but 
aided measurably iri t h e  ef.fet:tiveriess of our operations. Sco.tt IVlcWilliarn .from 
Thunder Bay, Oritario, Gcrry Wuchanan, Duluth, IVliriticsota, arid the  la te  iVlori.ty 
Florentz are spor t  divers who somewhat obscure The dist inct ion h i w e e n  
p r ofes s iona I a rid a rr1 a lc u r mar i t  i r n  e a rc: 11 t: o Iog i st. 'They rle in or1slrated g rea t  
comrnilrnerit lo sccing the shipwrecks of Is le Royale inventoried a n d  devoted many 
long hours of volunteer t ime t o  helpiriy us carry ou.t this lask. We never had the 
oppor tuni ty  to d ive  with K e n  IVlerryrvrarl or Ken ErqelbrechL clue t o  scheduling 
conflicts, b ui: in !ieve ra I Icing conversations 1:hey -freeIy co t n  muti  icated rriuc h c] se luI 
informalion f rom rheir ex.terisive experience a'! Isle Royale wreck diving. Joe 
St rykow s ki do ria l e d  his co  nsid e r a bIB p I ~ rot  0 CJ raphic s k i  IIs to 'I:hE! I slc? Roya Ic [I roj e ct 
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during the 1!385 field session. Mitch  Kezar donated a series of slides that he 
obtained w h i k  working with us under contract to  the National Geographic Society. 

The National Geographic Society assigned a team of technicians under the able 
leadership of Emory Kristof t o  help in the documentation of  KAMLOOPS using 
Remote 0per;iited Vehicles. Donald Shomette also contributed t o  this phase of the 
project. John Brooks spent three weeks with our team in 34-degree water, 
contributing tiis talents in underwater photography. This was a fair commitment 
f rom someone who lives and works off a boat in the 3ahamas. The Harbor Branch 
Research Vessel SEWARD JOHNSON was made available to  us through a NOAA Sea 
Grant project conducted by Michigan State University. We thank Bil l Cooper, Ken 
Pott and Patrick Labadie for  their roles in making this possible. 

For informatican and assistance in understanding the commercial fishing, resort, and 
mining sites ;it Isle Royale and the vernacular small craft we would like t o  thank the 
l a t e  Myrtle Johnson, Tim Cochrane, lngeborg Holte, Milford Johnson Jr., Reuben Will, 
Stanley Sivertson, Roy Oberg, Marge McPherren, Elvis Moe, Donald Anderson, Donald 
Wobrink, Phil Gale, and Jim Woodward. Isle Royale concession personnel who went 
out of their way to  help us include manager Ron Sanders. Last, but definitely not  
least, were the many seasonal emplovees a t  Isle Royale tha t  gave up their lieu days 
to  help wi th boating operations, participate in the diving research activities and 
stoke the sauna. 

Barbara Stanislawski h a s  taken. the brunt of the secretarial duties involved in the 
typing and arrangement of this report in a finished format. In addition to  the 
authors and contributors, various sections of this report were reviewed in draft form 
by t h e  fol lowing people: Jim Bradford, James Delyado, Kevin Foster, Alten Saltus, 
David Snyder, Bob Krumenaker, Stu Croll, Bruce Weber, Thomas Hobbs, Jack 
Morehead, Don Brown, Dick Gould, Ron Ice, Cal Cummings, Mark Lynott, Patrick 
Martin, Joy VJaldron Murphy, and National Park Service Chief Historian Ed Bearss. 
Alice Benfer did a helpful review of the entire final draft, and Ernest0 Martinez did 
final inking of a l l  of  the sketch maps in Chapter VI. 

Daniel J. Lenihan 
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EXECUTIVE SUMMARY 

With the forrrlalion of the Submerged Cultural Resources Unit in 1980, a decision 
was made by the National Park Service to  use Isle Royale National Park as the focus 
of  a prototype research program t o  inventory maritime archeological sites. The 
phase of  m anageme nt-o riented archeologica I resea rch, w hich em pha sizes 
documentatiort and evaluation of known sites, was considered the priority for a park 
wi th a known significant resource base  and established sport diver use patterns. 
Other national parks in California and Texas were chosen as test cases for  the 
survey or discovery phase of submerged cultural resources management. 

L i t t le  in the way of guidelines existed for conducting submerged sites inventories, 
so much communication between managers and researchers was critical t o  the 
program's successful completion. This report is the result of the Isle Royale 
underwater research effort and i t  includes a series of recommendations for future 
protection and interpretation of underwater archeological sites that should have 
application t o  many other areas of the National Park System. It is designed to  
provide inforniation for line managers on specific submerged cultural resource 
issues (as in Chapter VII and VIII) wi th substantial backup information t o  satisfy 
interprelive needs .at the park (as in Chapters IV, V and VI). The obligation to  
maintain strict professional standards in reporting on National Park Service cultural 
research activities was also recognized, and some chapters such as II and 111 may be 
of primary interest to  maritime archeologists or historians. 

The f ieldwork a t  Isle Royale was composed of short, intense sessions lasting 2-3 
weeks each year for  5 years. Total t ime spent in the park by the research team was 
16 weeks with an average of five individuals working a t  any one t ime. Background 
research and report writ ing was usually conducted during the winter and scheduled 
around other commitments of the unit. The occurrence of unexpected major 
research opportunities during the summers of 1985 and 1986 encouraged extension 
of the final report completion date f rom fa l l  of 1984 to  winter of 1986. 

The intention was to  develop a methodolog\i that was as cost efficient as possible 
and that allowed a strong interface between area personnel and the research team. 
Much of the philosophy for approaching submerged cultural resources management 
identified in ]:his report is a product of many hours of discussion with park 
managers and f ie ld  staff.  Experiments in underwater site interpretation were also 
put into effect and assessed during the 5 years since the inception of  the project. 

In addition tc.1 this report, a considerable quantity of videotape footage and 
photographs PIave been organized into a formal that permits easy accessibility to  
interested marlagers or researchers. One copy of a l l  material is t o  be kept at  the 
park and the (originals are archived a t  the headquarters of the Submerged Cultural 
Resources Uni-i. 

xix 



CHAPTER I .  tNTRODUCTION 

Isle Royale National Park was certainly not originally established for the purpose of 
preserving shipwrecks. It is tempting, however, t o  ascribe some grand scheme to  
the existence of  such a dramatic assortment of wrecked vessels within the 
protected waters of  a national park. The island is literally surrounded by an array of 
ship remains that represent many types and stages of  development of maritime 
steam technology f rom the 1870s t o  the mid-1900s. This assortment includes 
passenger/package freighters, bulk freighters, a side-wheeler, wooden-hulled ships 
and steel behemoths more than 500 feet in length, one of which went down as 
recently as 1947. If one were given the opportunity of designing a n  underwater 
museum of Great Lakes marine architecture, i t  is likely that it would differ only 
slightly f rom what js presently within the waters of  Isle Royale. Perhaps the 
remains of a wooden schooner t o  comptement the steam vessels would be the 
most welcome addition. Even some of the local fishing craft of unique vernacular 
design have found their way to  the bottom of the Lake and have assumed the roles 
of diving exhibits. For the professional archeologist, the non-shipwreck underwater 
sites also offer an excellent opportunity for  studying subsistence patterns in a 
lacustrine, sub-arctic environment; where better than a clear lake surrounding an 
island where the cold water conveniently preserves even the organic residues of 
past human behavior? 

This last factor, the nature of the underwater environment around Isle Royale, 
contributes much to  the Park's aura of being an underwater museum. The sights 
greeting a diver are stirring to  even the most experienced and hard-to-please 
members of that fraternity. The more modern, intact wrecks such as AMERICA, 
EMPEROR and CONGDON attract most of the first-timers, because they comprise a 
superlative underwater experience. Very few places in the wor ld offer shipwrecks 
with such a "presence" in conditions that highlight the other-worldliness of the 
diving experience. It is possible t o  swim down companionways, through stateroom 
doors, up stairs and over engines that appear as if it would take only a head of 
steam t o  bring them back to  life. Old-fashioned shoes amid the confusion of 
crushed bulkheads bring home the poignant personal tragedy that was experienced 
by so many crew and passengers and their surviving families. There is something 
about being there and feeling the cold water starting t o  creep through one's 
protective suit and sensing the pressure and dominance of the Lake that permits an 
empathy with an event in history that is hard to imagine f rom a dry, warm 
perspective or1 land. 

This unique experience is as  much a part of the quality of life that should be 
preserved in national parks  as  is the beautiful, natural scenery that characterizes the 
island. In order t o  leave the historic scenes as undisturbed as possible, a totally 
nondestructive approach was employed in  the study and recording of these 
remarkable underwater sites. 
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Al-thoU$Jhtlic riiatiacjeiiiuri.t cc)nccrtis t h a t  protr iptet l  our ir ivcri tory of sut in icrged s i ies 
at  Isle R o y a l e  are clear  t o  rriost, r i o t  so t h o  art:IicoloyicaI iriipori: of s tudy ing slearri 
age techriology. Often, those wt io ciir i relate well to urrclcrwalcr arcl ieologicri l  
s.tudies oi: aiicien.i sail ing ships car i r io l  iiriders.Larid the at lcn t io t i  paid by 
archeologists lo  l a te  Nitielecriltr Cerilury atid early -I wen l ie th  Cet ik i ry  s tearr i  vessc l  
wrecks, s u c h  as t h e  o n e s  a t  Isle Hoyale. The  qcresCioiis p o s e d  iii th is  regard arc! 
reasonable oncs:  aren't thcrc  p l a n s  in  existence for many of t l i o s e  vessels, a r i d  
aren't t1ict-e reprosenla l ives of -this t y p e  of vcssct s t i l t  a l l o a t ?  The ariswei- lo both 
quesiioris i s  "no." In fact, t l icrc a rc  riol plans avs i la t~ lcfor triaiiy o l  I h e  vessels  ,thai 
sarik a t  Isle Rovale, arid whori p lar is  do exist, -they r a r e l y  deal  witli hul l  features 
above the waterl i t ie and/or supers.lrut:tLtie atid t h e  ruiodi.fic:atiotis .that w e r e  endorsed 
over t ime,  wh ich  are of y rea l  i i r iporlarice .lo lie arc l ieo loy is i  s ludv i r ig  behavioral 
adapt;lLions. Likewise, o i -~ iyttic two s t c c t - l i u l l ~ d  bulk f re igh lcrs  t t i a l  a re  wrecked a l  
Is le  Royalc have ariy represei i tat ives [)-I their vcssol  t y p e  s.till a f l o a l .  

A rchco iog i sk  arc in iercstet l  i t )  usir iy thc rrixterial record detorrniric what people 
did, rio! wt1a.t they .think they d id  or said . t l i o V  did. Addit ioi lal ly, inui:h o i  whn! we 
need t o  know about p a s t  h u m a n  betiavior i s  b e s t  represcti. lcd i r i  t he  ar t :hcoIogy of 
t h e  nictndane the  ttrit iys I h a i  coi l lerr iporary wr i ters  thoughl Loo obvious (ir 
ir i  s iCJ f i  Ifica r i  t to  r cc  o rd. Th i t  s is ev i de iic ed it ie [:(I r t ip Ie 1 11 c: IIt a rv  (I a t  u rc o f .the I )  i s.Co r it' 
record arid the iirt:tieoioUir:;iI record, which  is s o  exc: i~ i r iy i o  Pliose w t io  foe1 t l i a l  
hislorical a r c h e o l o g y  will everi lual ly serve a s  t h e  provir ig ground for a l l  
a 11 liirop o IE) y ic ii I Iy -o rie rried arc  heo Io y i (: a I .5 t I c'ory . 

'Ih ere i s  a n  o 1her i ss 11 e rc  cj  ard i rig l hc cl ocu 1 1 1  cri l a  L i (I r i  (I I s tcarui .techr i  o Iog  y t l i a l  
should b e  rrieiit ioried: .the pcobleri-i oi' inyopi i i  in the s i i ic ly  of .[he rct;cti l  p a s t .  
Decause w e  are c loser  to  soinelhincj in t ime docs r iot t iece r i ly Ineari w e  
untlerslr-irid i l  bet ter .  This is pari icularly iriie of ihc! l a s t  IWO cet i tur i t?s in 
E I I  ro ii r r i  e r i(: a n a [fa ir s. A l  L t i  o II !.j II st e ii in e iI$1i Iic ii i r I  L 11 e r n  o s t I it e ra I sen s c hiivc bc e 11 

in existericci f o r  Ihous;iticls or years in  s i i c l i  f iove l  Ciirtns a s  door closir ig 
r i a t t!Iy le r r i  I e (A "dev i [: e s ." I 1rricc ha11is ins o r i  a 11 c i t!r i  i 1o r i i  b s, !t iey w ere ino re  a pp r o  I-, 


was nol ui.itil t h c :  lale 17011s Llial s lcarr i  et ig i r i t ls  were  used 0 1 1  lalid l o r  doing work, 

and the  'IIlOlls beCore they saw e i iect ive uLiliLaLiori a s  a source mo t i ve  power  oii 

sh ips .  Althou<.gIi I i is loriaris will argue over [he issue or whether  Ci-tch or Rtrriisey or  

somebody clsc rnay have t x e r i  [ l i e  real " i i rvci i tor" o l  l h c  sicari iboal, i i  maleccs no t  a 

whi t  t o  the  social scienlisl. The populat be l ie f  l i i a l  Ful lori  i r ivet i lcd Lhc stcatnlroa~Li t1  


'I807 serves qu i l e  well, because ,the s teamt~o i l1  INC)li~1I-I HIVFR of CL~L:I-~IVlOtV
I '  
efluct ively ust iered i r i  [he new age of rnari.Lirrie stearn .tec:titroloyy L)v succeedit ig in  
c a ptur i ri 1-1 t ~e i r r  I a g i r ia t i  o ri 0.i i t  be 9 e n  era I pit b Iic .  

CLERn/l(l1\11~ was impor ran l  bcca~ iseiL worked, arid tJec:ause the l ac [  . tha t  1.t worked 
was  wel l  m a r k e t e d .  Social dvriainics a re  I c s s  kcycd co  his-torical far.-Ls than they a r e  
to a socioly's  r i o t i o i r  (if what  t t iose . fac ts  are. Fultoti's boa[  l rad good press,  ar id 
Fullon h a d  good bioyraphei-s, s o  stearn catrie alive i r i  Lhc irnayirio-Lion o l  people who  
had t hc  rriclricy to bui ld  hoats. 

The eriorrnous iinpac-t 0.i' s.teatm techtiolocjy on tnan is wort11 corit i?inpla-ti i iy. 12 may 
put into p o r s p c c t i v c  whV i i  i s  S L I C ~ I  at1 important a n d  d i i l i cu l i  pcriod of human 
encfeavor II) doctimerit in  the h is tor ica l  and maler ia l  rccords.  It would not tie an 
uribalanced assessment 'to s la i c  t ha t  inan evolved irorn a coinrr ion her i tage shared 
L)v severa l  o ther  ex tan t  pritnaces, learrretl catnplex rnanipiiIatiori o i  i o o l s  ar id 
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symbolic thought over several mil l ion years, and in the Eighteenth Century invented 
the steam engine, which was fol lowed shortly thereafter by nuclear power. 

The thermodynamic forces involved in the steam engine dwarfed anything seen 
before and presented an unparalleled potential to the species t o  manipulate 
phenomena. The strength of thousands of beasts of  burden could be harnessed in 
one machine that need only be fed various sorts of combustibles thar were easily 
available. Mines could be cleared of water, tunnels dug under rivers and canals built 
at speeds and in places never conceived before steam use. Most importan1 for our 
purpose is the fact tha t  steam also meant cargoes of magnitudes greater in size 
could be moved against the wind over water. 

In short order, the only limits to  shipbuilding were dictated by the composit ion of 
building material of the vessels; i.e. it is difficult t o  make wooden ships much over 
300' i n  length that don't sag unacceptably in the middle or droop (hog) a t  the ends, 
regardless of h o w  many engineering tricks are employed. It wasn't a l t  quite that 
simple, of course. The atmospheric engine couldn't drive boats, and it took the 
development of adequate pressure cylinders, separate condensers and efficient 
boilers before steam power could be fully utilized for fast rotary mot ion and the futl 
implications for steam a t  sea began t o  be realized. 

The competit ion f rom sail was fierce a t  first, for  it must be remembered that much 
of the creative surge of  energy that typified the explosive development of steam 
technology w a s  not absent f rom the lofts of sailmakers and shipwrights. The 
culmination of several Thousand years of wind-ship technology was evident in the 
latter part of the Nineteenth Century. The most refined, most efficient and perhaps 
the most elegant sailing ships ever constructed were competing wi th steam ships 
into the Twentieth Century. Mixing fire and water is an unbeatable Combination, 
however, and man's preference for  his Promethean heritage prevailed. 

Research Design 

There has been a considerable degree of stress generated over the issue of "proper" 
scientific mei:hod in the social sciences. Although there has been somewhat of a 
fixation on research designs in terrestrial archeology, this has not  been the case in 
marit ime archeology, where a negative reaction regarding their use is sometimes 
evident ( e .g .  Bass '1983). 

There is no doubt that useful, professional research has been carried out on 
underwater sites without benefit of explicit designs, but that does not  excuse 
maritime archeologists i n  the public sector f rom meeting this basic requirement of 
scientific reporting. A research design is presented in this report so that the reader 
may know .the rationale behind our field and archival activities, and better 
understand why certain methods and techniques were selected, and others rejected. 
This research was paid fo r  wi th public funds and it concentrated on publicly-owned 
resources -- added reason for discussing our rationale and methods. 

The research design was largely mechanistic in nature. Straightforward questions 
about  the material record were asked and much energy was devoted to  purelv 
descriptive documentation of the sites. Our analysis and interpretation was geared 
toward integrating the hard data f rom the material record with the  d a t a  f rom t he  
archives. This results in a product of putty-like consistency, which hopefully 
represents the best qualities of  historicat archeology, i.e., it should be flexible 
enough to  stretch but holds together under considerable scrutiny. 
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Fig. 1.1. Isle Rovale in Ihe contexl of the Greal Lakes Region. 

Fig. 1.2. Isle Koya lc  shipwrecks 
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Since American archeologists have their roots entwined more in anthropology than 
in history, we have consistently examined our subject matter f rom a social scientific 
perspective. In those cases in which we felt Isle Royale shipwrecks and other 
submerged siies were most  productively viewed against a backdrop of regional or 
extra-regional behavioral patterns, we strived t o  present them in just that way. In 
most cases this occurred during the data evaluation process between field 
seasons. Cerebrating about the anthropologicat implications of information gleaned 
f rom the archives or f rom the lake bottom resulted jn conclusions that are offered 
in the text, particularly in Chapters II and I l l .  There is no presentation of hvpotheses 
and test implications because it was felt that a hypothetico-deductive approach was 
not appropriate t o  this inventory. The research design formulated is a problem 
oriented one, however, and it represents an attempt to  accommodate the best f rom 
history and social science in a cultural resources management framework. We will 
endeavor t o  make that thought process explicit for the benefit of those investigators 
who may fol low a t  Isle Royale or those who have interest in similar research 
problems. 

General Problem Statement 

The objective o f  the field research was t o  obtain a s  much descriptive data on the 
underwater archeological residues as possible wi th given equipment, time, and 
personnel resources. This was to  be accomplished using non-destructive 
methodology emphasizing mapping of exposed wreckage, photography, artistic 
perspective drawings and videotape footage. Archival work was also initiated to  
obtain primary source references on each vessel being investigated in the field. The 
literature base of the social sciences, particular[\/ anthropology, was utilized to  
identify a range of broad behaviorial issues that would be addressed in both the 
field and library components of  the research activity. Following are the social, 
economic, and technological questions that were addressed as thematic issues 
throughout the field research and writ ing of this report: 

I .  What are the major environmental, social and economic attributes of the Great 
Lakes region that would affect the material record a t  Isle Royale, i.e., nature and 
distribution of shipwreck remains? 

A. Natural Factors: Does operation in small water bodies wi th t h e  potential 
for severe weather influence marit ime adaptive behavior? Do short wave 
periods, lack of  sea room fo r  maneuvering in storms, inland fog conditions 
and icing-over create situations that demand significantly different responses 
than do seaboard environments in North America? What role does Isle 
Royale play as a natural obstacle t o  shipping in Lake Superior? 

B. Cultural Factors: What effects in Great Lak6s maritime activity devolve 
f rom the demands to  operate in a small, highly-contained shipping universe? 
Was the shipping activity in the Lakes notably rnore',.intensivethan in the rest 
of the Nation during the steam age, and how did the demands for  moving 
large amounts of bulk cargo, e.g. ,  i ron and grain affect developments in ship 
architecture and mot ive technology? How do the shipwrecks of Isle Royaie 
and associated submerged historic sites reflect any of these influences? 

II. What elements of G r e a t  Lakes mar i t ime culture represent a n  extension of ocean 
go i ng rraditiori s? 

5 




A. Uo Pecknological responses lo e(:orioriiic pressures or1 .[tie Grea-l: Lakes 
repl icate developrrienks o n  the A.tlanZir: seaboard, wes.Lerrr r ivers or post  
g oI d. ~ rus Ci s t iipbt i iIdiiig a c t  i v i1:y o ii 1:k i  c w es.t c oa s t? 

B. Is there  a cross--- l :ort i l i rai ior i  c i C  ideas, traits, arid behavior t h a t  can be 
idet i t i f iod bc lween  the  Great  Lakes, wesier r i  r ivers, arid -the Atlantic seaboard? 

C .  	 Carl  [ t ie  Lechriological aLLribuLes of the Isle Ilovale st i ipwreck populat ion 
be used 21s a n  rtidi(:aior lo gauge diversily, bor rowing  or  irideperrdent 
irrvenl ioi i  wheri cornparcd lo ol l ier  ship arid sliipwrer:I< studies? 

Ill. Arc Lhcrc any unique oharacierist ics to  l l i e  subcul lure o l  searrien on t h e  Great 
Lakes? 

A. Did t l i c  seiiineri 011 Great I.akes vessels derive frotr i  local poptilat-ions t h a t  
t i a d  no pr ior  seafaring ,tratl it ioi is, o r  did t hey  t end  'to be irrrports frorn the 
coast  wtio were  speci.fir:ally erriigra-tirig wes" lor  jobs or1 the Lakes? t i ow  d id 
.ttiese irerids vary over l ime? 

0. Wlia l  e.l:fects, i f  any, d id  shor t  voyages a n d  l r e q u e n l  turnarounds have or1 
(;real Lakes crews? Did the developmei j t  o i  .technological advances ,  such as 
laster  loadin<] and unloadiiicJ syseurns for bulk cargos, have a n y  hearing on 
the l i fe of the coinrnori searrraii? 

C. H o w  did G r e a l  Lakes seairieri perceive 'the ei1virotiiiieri.L iii wfr icl i  I hey  
were workirrg.? Was i t  co i ls idered rriorc desirable, less dangerous, or more  
Iucra'L'ive ,than work ing  o r 1  'the coasl: or rivers? Uid Lake Superior o r  Isle 
I3oyalo hold any  special sigtii,fi(:ijrt(:e t o  those people? 

IV Did Llie dyiiarrircs or soc ia l  adjusltr icr i(  Lo itrc l r i t luslr ial  Aye d i l ler  ori l l i c  Great 
Lakes? 

A. Was it a m o r e  i n t e n s e  i r rdus  trial er)viror)rrieri,t i r i  tc r i r is  ol grealer capi lal 
irrvcstineril: fo r  i i i g t i ~yield returns arid did tecl ir iologici i l  advarr(:es (:reale a 
more or less s t r e s s f u l  m i l ieu  fo r  developit)g I i fcways in Lhe region? 

6. W a s  there a tendericy to push l i tni ts or1 h k o s  r iavigal ion i r i  resporiss to  
he a v i I?r ca pi-[aI i nvcs t m  c n L? Was t h e  re r e a  I Iv il ''0ri e--1 il st-vo ya g e synd ro me" 
as icferitifjed by IVlurpliy (l9fl4), wh ich  resulted iri a grcator  frcqcicncy of 
lalo.-sc?asorr disasters or1 Lake Sti[)erior? Does Ltie shipwreck populxLiorr a t  
IsIt? Ho ya Ie sup por I t h i s c ori te rrtiorr? 

A separate research slralcgy statcmcnl  was developed for  each phase of the 
rriult i-year projecl belore entcring (lit, l ield. These sta.tcments of objectives arid 
proposed rne l l iodo logy  were d iscussed in  inlerirn repor ts  on -the Isle Royale 
research that  were  d is l r ibu lod to  p;irk rriarragers arid t o  'the profess ion for peer 
review. 

The re were a Iso s pet: i f i (; q14 es.ti(I r i  s a ho c r t  ves s e I co r i  st ruc Ii o r i ,  a rr: hi tec tura I elemert 1s ,  
etc:., t h a l  wore lorrr iulaled after ar ia lysis of each seasoii 's field work  that  were 
.targalcd as r e s e a r c h  proble ins lo r  both [tic archives at id .ihc field. I t  quickly becarne 
apparent t h a t  there were inany questii irrs more  effect ively answered in  the .field in 
sorric inslances and I h e  archives in ot l iers. C o m b i n i n g  the archeologist 's rr iet l iod 



with the historian's resulted in a final product which, it is hoped, adds up t o  more 
than the sum of the parts. 

Specific Field Objectives 

I. CUMBERLAI\ID/CHlSHOLM Wreck Site 

A. Develop a planimetric map of the wreckage field of CUMBERLAND and 
HENRY CHISHOLM and determine what percentage of  each vessel's hull and 
supersrructure is represented on the site. 

B. Identify diagnostic architectural features of both vessels that would permit 
distinguishing the intermingled remains and assigning major structural 
elements to the correct ship. 

C. Collect data on the environmental context of the wreckage so that 
conclusions could be drawn regarding the wreck event and  post-depositional 
processes on the site. 

D. Develop an artist's perspective drawing of the CHISHOLM engine in place 
on the bottom. This is a museum quality piece of Nineteenth Century 
technology which needed documenting in detail. 

E. Determine means of longitudinal a n d  transverse structural support in both 
vessel's remains. 

F. Obtain sufficient data to create a cross section view of  the vessel's hull 
cons t  ruct io n. 

G. Obtain photographic and videotape coverage of the site for general site 
documentation purposes and for use in interpreting the site t o  the general 
public. 

11. MONARCH Wreck Site 

A. Develop a planimetric map of the wreckage field of MONARCH and 
determine what percentage of t h e  original ship is represented in the material 
record. 

B. Identify means  of structural support for the deck, since no hanging or 
lodging knees are evident on the site. 

C. Collect data on the environmental context of the wreckage so that 
conclusions could be drawn regarding the wreck event a n d  post-depositional 
processes. 

D. Obtain sufficient data for  a cross section view of the vessel's hull 
construction. 

E. Obtain photograph and videotape coverage of the site for  general site 
documentation purposes and for use in interpreting the site to  the general 
public. 
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F lderi t i ly t he  local ion of Zlie retnatrider 01 the ship (AfLer t h e  p ro j cc i  was 
uridei way, i i  becarne ar)pait eri i  t t i a i  a signi l icanl porliorr o f  Ihe origirial sh ip  
was r r o l  represented in [ l ie  knowi i  wreckage field, conseyuenlly, anol l ier 
ob jec l ive was Zargeled ) 

I l l .  GEORGE IV1. COX Wreck Si-te 

A. Develop a planirne-Iric map of .the wreckage .field and deterrnirie what 
percentage of t h e  vessel's h ~ i l larid superstructure i s  represerr.tet1 wi'ttiirr the 
kriowrr ~ o n f t r i c s0.i: t he  site ilro;i. 

B. Col lect  data on the eirvirori ir ieriki l cori.tex.t 0-l' Itre wreckage f ield so  l t i a l  
co r~(: I usio 11s co uId be draw r i  reg a rtl i r Iy .tli e wreck ever1 t a rid po s l  -d e pos i t i  o 11 a I 
processes o n  [ l ie site. 

C. Develop arr a r t i s t ' s  d rawing  o.f t h e  relat ivety iri.tiicl s tern sect ion 0": 

w rec ka g e fro rr i  a r i  CI bI iq II e p t: rs  I-,et: live . 

D. Oh-i-ain sufficierri. d a t a  .to crcxtc! a c r o s s  section v iew of the vessel's hull 
c o r 1s tru f; L ic) ri. 

E. Uctorrnine if  there was addit ioi ial  sicjtiificant wrecltacjc scatter heading a f i  
f rom 1he shallow bow scct io i i  inaterial. A dccp drop-oCC was noted by Lhe 
t e a m  in 1982, and exainiriatiot-1 o i  th is  arcs t ~ e c a m ea f ie ld  objec-Live -for 1983. 

IV. Rock  ol A g e s  Area 

A Delerrri ir ie [ l i e  iriLcrrolatiorisIiip o i  ihc three major  shipwrecks in  this area 
arid trow I t i c v  relale 10 l l rc i r  et ivirot i tncnlal conte)tl; I o ,  rccC Iiries, drop-offs, 
CLC. 

V. ALGOMA Wrcck S i te  

A Develop rough  planirrielrit: skelcti map o l  known wreckage field ol 
A l  GOMA 

B. Co l l ec t  data on .[tic c t~v i ro I i rncr i ta [  con1ex.l of the  wreckage so t h a l  
ccit iclusiotis cou ld  be  drawn rcgardincj the wreck  everit a r id  pos-t-depot; i t ior i~i l  
proccsscs on lhc  si lc. 

C.  Ohrain phorographic  and vidr!otapc covcrage of the  site to r  general si.tt! 
dot:tirrieriCatiori purposes arid for  use in irrterpretirrg the  site to the  general 
put)I i c .  

VI. CLENLYOII Wreck Site 

A l l cvo top  a plani imclr ic niap of [ l ie  wreckage lield o i  the vessel and 
detcr i i i inc whal major c lemcn ls  of I h e  vesset's hull and supersLr~i(:1~1rcarc 
r e p r c s c i i l e d  

8. Collect data oil ttic e i iv i ronmenta l  context  0.f The wreckage so .Lha,i: 
(: o 11c: 1 t i  s iur is (:oti  Id LI e draw r i  reg a, rd i r i  y .t t i  e wreck event  a r i  d p o sl- d c pos iZiCIr iit I 
processes on t h e  site. 
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C. Obtain sufficient data t o  create a cross section view of the vessel's hull 
construction. 

D. Obtain photographic and videotape coverage of the site l o r  generat site 
documentation purposes and for use in interpreting the site to the general 
public. 

VII. KAMLOOPS Wreck Site 

A. Generate artist's perspective drawing of vessel in environmental context 
f rom on-site observations. 

B. After consulting a l l  that is known from historic record, make series of 
on-site observations designed to  answer specific questions about wreck 
event and post-wreck site formation processes. Very l i t t le is known from 
historic record regarding what happened to  this particular vessel because 
'there were no survivors. 

C. 	Obtain photographic and videotape coverage of the site for  general site 
documentation purposes and for use in interpreting the site to  the general 
public. 

VIII. AMERICA Wreck Site 

A. Generate data for  artist's perspective drawing of America in its resting 
place. 

B. Collect d a t a  on the environmental context of the wreckage so t h a t  
conclusions can b e  drawn regarding the wreck event and post-depositional 
proces se  s .  

C. Obtain photographic and videotape coverage of the site for  general site 
documentation purposes and for use in interpreting the site to  the general 
public. 

IX. CONGDON Wreck Site 

A. Generate data for  artist's perspective drawing of CONGDON in its resting 
place. 

B. Collect data on the environmental context of the wreckage so that 
conclusions can be drawn regarding the wreck event and post-depositional 
processes . 

C. 	 Obtain photographic a n d  videotape coverage of the site for  general site 
docurnentation purposes and for use in  interpreting t h e  site t o  the general 
public. 

X. EMPEROR arid DUNELM 

A. Generate artist's perspective drawing of EMPEROR in environmental 
context. 
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0. 	 Ob-Lain iriCorrria-lion abou'~envirori ineri tal cotiLwL .to allow conclusions to  
be rl ra w t i reg a r d ir i  g po s1-d e pos i L i o r i  a I pr o c e s s cs . 

C Photograph arichors IyiricJ ricxl Lo EIVIPEROI3, wh ich  Iikcly bclolrg t o  
DUI\Jtl IVI 

D. Obtain photographic  and videotape coverage of the sits fo r  general si te 
docuir ier i taf ion purposes a n d  I o r  use iin irilcrpre.i:ing Itie s i te  lo t h e  general 
ptr blic. 

Ikm shipwreck Siics (submerged cotr iponcrr ls ol tc r res l r ia l  sites and smai! 
c ra I t  rerri ii i 11s) 

A. Exarriina a represc i i ta l ivc  sarr ip le o i  the full range of art:heologi(:al s i tes 
or1 'the islartd whic:h co i i ipr isc  res idues  o f  pas.1 rriari l irne or iented behavior. 
Conc:eritra.te 011 Ijghthouses, fish c a m p s  arid other  shore facili.ties in wh ich  a 
.full underslariding 0.l: the s i te  could only result f rorn using a cornbination of 
te rres t r ia 1 and  11 r i  dc' r wat CL r a rc t i  co 1og i(: B I t e [: t I i1iq ue s . 

H. Oblairi in for rnat io i i  oi i  vernacular mar ine art:hilecLure as  evideticecl in  
srnall trail rernains wh ich  elre found  b o i h  on l l i e  lake t i t i l lom ar id  sf iorcl ine or 
Isle Royale 

Log isPic [:orisidorat i o r i  s sigiii Cic a 11 tl y ir d l  uc i i t :  r:d 'ttic ove raII resea rc  h appro a [: h. Is le 
Royale i s  rcrno.te by any standard; has di.fficul-i at;ccss ,fur heavy equiprncnt, and the  
underwater  cnv i ronmcr i t  o f  ttre s i los i s  cold arid usua l ly  deep. Water lerriperalures 
rarely exceeded 39 degrees Fartlrliieik on ; i n y  o f  the siles, a n d  air ternpet'alurcs i r i  
Julie were of tcr i  below freezing. Visit i i l i ly was ~ i s c i s l l yqui-te gotid, 20-50 feel, hut  

a l  coarselow l ight - leve ls  arid a h igh  ( : ~ ) r i ( ; ~ i i ~ r ~ ~ t i ( ~ ~ i  parLiculafe rrialter suspcndccl in 
t h e  w a t e r  rnade certairi photograpt i ic  tasks r i iore tlirficult than rriiglbl be expccled. 

T hc res e a rc 11 a ppi-oilc h e rri p I 1 ;I s ized s ho r i, iri L e r i  s c f ie  Id s I? s s i 0 II s c ac t i  yea r (11 sCIa I Iy 
las-ting atmcic 3 weeks)  t h a t  were carer(1IIV plariiied arid oriented toward rntaxirniim 
data recovery Cur evcrv nrarrieri~tin  the  l tcld. Kcsearchers (usually 5 or 6 i r i  i iunibcr) 
l ived uri a 38-.tool boat and dived in sh i l l s  dtrring a Iwclve-hour day, every day, f o r  
.the 3-.waelc hitc:ti. This p rovcd  very c:osC--effot:iive, but by  'I 984 lhc procedure was 
modified 'to inclirde a couplo of res t  days hocause (if possiblc safety  problerns 
deve lop i r~g  frorri diver extr;icisliori arid a g rowj r ig  cur icer i i  t h a t  residual rii.trorjen 
factors  were stre.t(:liirig t h e  ret:orninerided l i i i i i l s  of the LJ.S. Navy decompression 
'tables alter wcclts of repet i t ive d iv ing.  

Mappi t ig  methodology, in must iristarlces, c o t i s i s k d  of lay ing a srnall-gauge nylon 
haselirle t t i rougl i  rriajor wreckage f ields arid bui ldi i ig a rnap usit iy t h e  baselit ie as a 
backbone. In .those cases wliere l im i ted  dela i l  uoiild be rendered duo .to the stzc of 
the si te, .learn a r c  t i  co Io g ist s selec teti f e  a.Lure s !nos1 ci>iicia I to a 11 sc.f ul i rrt c rp rc la  t i  o n 
of the remains. These were rnarked wiLh survey  c l ips iriadc ol clo.thespirrs and 
flagyirig .tape. Angles were .tLirrietl wi l l \  i-i large proWactor whencver  the basolinc 
touched or wen t  over  an  object. Large pieces o i  hull, superst ructure or machinery 
were labclcd as  specif ic si te (;orriponerii:s and I r i la tcrated .from t h e  baseliric wilh 
measuring tapes after they  had been drawrr i r i  detai l  by a mapping tearn. 

XI 



Fig. 1.3. Generation of line drawings was a major documentation method used on 
the shipwreck sites. Photo by Mitch Kezar. 

Fig. 1.4. NPS scientific i l lustrator Jerry Livingston shows sketch lo  be incorporated 
into GLENLYON site documentation. Photo by Mitch Kezar. 
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Fig. '1.5. V ideo docurnentaiiarr was used  extensively during the project. This 
se l f - con ta ined  color uriiD took the place of ,tethered black a n d  whi le units used at  
Lhe begirrrririg o f  the  project. IVPS photo by Joe S-trylcowski. 

Fig. l .6 .  Diver propulsiori  vehicles were used to survey the area  surrouriding the  
m o r e  sca'ttered sites. NPS photo by Joe Sl rykowski .  
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Fig. 1.7. Two remote operated vehicles (ROV) deployed from NPS patrol boat proved 
very effective in studying the KAMLOOPS site. ROV photo by Emory Kristof courtesy 
of National Geographic Society. 

Fig. 1.8. An electronic image of The Sea-rover video display taken from video rape.  
ROV photo and electronic image by Emory Kristof courtesy of National Geographic  
Society. 
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The level of detail and accuracy of the maps and other graphic representations of 
the shipwrecks in this report varies somewhat f rom site t o  site. The major wrecks 
a t  the Park derive f rom the late Nineteenth and early Twentieth Centuries, and for 
some of them partial construction plans were extant. It would obviously not b e  
necessary or desirable t o  map t hem t o  the degree of detail necessary in 
documenting, f o r  instance, a classical period vessel in the Mediterranean. Other 
factors that influenced decisions on the level of detail were: extent of scatter 
material a t  individual sites; nature of construction (wood or  metal); and logistical 
considerations such as ease of access, depth of  water, and water temperature. To 
convey a general idea of the nature of these problems, consider that just the major 
concentrations of wreckage at Isle Royale, if gathered together, would cover an area 
more than 1 ini l l ion square feet. That is approximately 100 to  1,000 t imes the site 
area of most  early wooden vessels that are being investigated by our colleagues. 
On several sites a t  Isle Royale, baselines of marked string were laid over continuous 
wreckage for 1/3 mile. Water depths over the sites ranged f rom 3 feet t o  270 feet. 

Consequently, the fol lowing general guidelines were adopted. Wooden wrecks 
(CUMBERLAND, CHISHOLM and MONARCH), which incidentally, were also the earliest 
built vessels i n  this shipwreck population, were mapped to the highest degree of 
accuracy. In most cases, each individual t imber was  counted and measured, e.g., 
the number and size of the limber boards on the section of  CHISHOLM’s hull bot tom 
depicted in Figure 5.1 is not an approximation; i t  is a precise drawing. In other 
places some license has been taken to  sketch or  omit  detail, e.g., on large sections 
of metal hull in the case of GLENLYON or COX. The pieces are where they should 
be, but specific details of construction such as fittings, rivets, etc., may be 
approximated or omitted. Since metal curves and twists as a result of underwater 
dynamics, its exact replication on paper does not convey enough information t o  
warrant t ime expenditure past identifying its basic nature, i.e., hull pieces, 
superstructure, etc. Wood, on the other hand, breaks in discrete units, whether 
large or  small, and it is useful to  document i n  detail where possibte. A decision 
was also made t o  timit any serious recording activities by divers t o  depths less than 
150 feet for reasons of safety and cost efficiency. Remote Operated Vehicles (ROVs) 
were used in 1985 a n d  1986 to  obtain additional information on the ALGOMA and 
KAMLOOPS wreck sites, which had components well beyond 150 feet in depth. 

Phis was the general philosophy that conditioned the level of detail and accuracy 
that was strived for on the scattered wreckage fields. In the case of the intact 
vessels (AMERICA, CONGDON, EMPEROR, KAMLOOPS), the  approach used was that of 
developing a perspective drawing in association wi th photography t o  convey an 
impressionist view of the site. 

The artist‘s perspective drawings are jusI that, but  they are drawn by illustrators 
w h o  have spent  many years doing precise mapping work underwater, and accuracy 
has been emphasized in  all cases when it conflicted with artistic preference. 
Drawings of t h i s  sort i n  association wi th photographs were determined t o  be the 
best method for portraying the present condition of a large intact vessel in deep 
water. It is a dramatic example of a situation in which graphic recording skills still 
serve a purpose that cannot be effectively duplicated by technology. 

The question might be asked: Why not photogrammetry? The answer is that given 
problems of l imited visibility and light penetration and the very high relief of both 
the topography and the sites themselves, t h i s  technique could not  be effectively 
employed, using a n y  technology available to  the researchers. 
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The h ighest  level oi techriology used i r I  what  was, .for the nios'i- paut, a very  "low 
tech" ogerillioil was the aforeurt!ritioned f i l l V s .  An ROV was de[rloyed i n  'I 985 frorn 
KV SEWARL) JOI-lNSOI\I t o  search in deep water  for bow structure of ALGOWIA. The 
research vessel and si ibmersible operators had made a decision not to  a t tempt  
dives or1 KAMLOOPS or ,Itit!slerrr ol' COIVGUON because of proxirr i i lv of reefs and 
fear o l  etitaiiglcrtierrt in wrcckagt?. Using t w o  rrrinia-turizcd uni ts  from a 32-Iool Park 
patrol b o a t  in  'I986 seemed kiy a r  t h e  rnosl effect ive approach. These urr i ls  were 
provided by .Itre National Ceograptii(: Society, and the i r  skilled operators  were able 
even To penetrate ltre engirie roorri ol  KAlVlLOOPS using t w o  KOVs ir I  a "buddy 
sy sit!mi ." 

St i  ir-,w rec ks v s. S II k~r y i  e rCJ ed Co r II [Io rI8r rt s o-f La r I d Site s 
~~~~~ . ... ~ ~ , . 

The rr i i i jor i ly or t ime  and energy spent dur ing this inventory e f fo r t  was on 
shipwrecks, ra ther  than undcrwatc r  coniponeii ts of terres-triat sites, e.g. ,  f ish catnps, 
mines, h is tor ic  landings, c tc .  This is n o i  dite to a value judgment  regard ing relative 
signif icance of  the shipwrecks, bu l  for t w o  unrelated reasons. First, I h e  shipwrecks 
are, by  far, receiv ing the greates-t visi.tor pressure a.t Isle Koyale, and second, 
shipwrecks are the  type of resource t h a t  i s  rriost effect ively dealt w i th  LIY riauiical 
s pet: ia Iis Cs. Terres Pri a I a rcheoIog i s 1s fa  111iIi ii r w it t  i I he lo (: a I p reh is  tory  a nd t iistory 
are be' l lcr qi ial i f ied ' to direct work  oi l  land-based activi ty areas w i t h  t he  Stibnierged 
Cullural Resources Unit playing a supporlive, ra ther  i l i a n  lead role. We have 
inr:liided a represenla l ive sari)pIc of land-based s i les  in  this report (see Chap le r  Vlj, 
bcrl it is rrol rneant to be a s  cornprehensive as  the work  done or) the  shipwrecks. 
Bet:ause ihc inlarid walerways of Is le f ioyale tcr id  .to b e  sil l ier, and much  of t he  
I ~ Iidderi rri:I it! ria I a r i  d ottier (:ti Itura I rria r i i f  e s t a t i  t j  ris a re r: m e r ed by ove rbLI rde rI, 
invost iga l io i i  of land-based s i l es  demal ids  a more  high-.irnpac.i archeological 
m e  t l i  o do logy.  Conscq ucn  i'I y, i n I:t i  0se a rea s inves t i  CJ a lcrl t t i  a t i r1v o tvod any bottom 
disltirtianr:c, the IVPS IMidwcst Hcgiot ial Archeo log is l  o r  his designate was in  
a t ter i  d a  r t  I: 12. 

As .the -ri.iie slates, th is  i s  a ireport on the submerged cultural resources, i.e., 
unclerwalcr arct icological record, nf Is le  Royale Na-tioiial Park. As such, .the "fabric" 
(scrbrncrgcd ar(:lIeological si-tos) has delermined 'the "form" (rnanncr of research and 
presenl;itioii) in  th is  publicarion. History, i r i  this con.I:cx.I:, serves i n  a suppor t  rote to 
a rc t i  e o 1og y.  

The Iiistoric:al docurneril research for Chaplers IV arid VI jr icluded extensive 
exami1i;itioii of pri i i Iary sources. Searches were  corrducted in  -the archives of t he  
Inst i tute for Grcat  Lakcs Hcscarcl i  at Bowl ing  Green University, U.S. Nalior>al 
Archives iri Washirigtori D.C., Canadian Archives in  Ottawa, J Porter Shaw Library, 
I V a  110II ii t WI a r i i: i rr1c! M11s e t i  rri, Sa II 1: ra r i  c i sc o, p r jvale Iy deve Io ped co I I ect ions, a n  d a t  1: he 
C a n a l  Park MuscuIn i r i  Uulult i .  

Chapler  III o i l  vessel .typology of Lake Superior develops a kc t i no log i ca l  context  fo r  
~~ri(lc!rs-C;ititlincJLhe signif icance a n d  ralevancc of the shipwreck component  of 'Phc 
submerged archeological resources a 1  Is le  Royalc. The c ross  secl iori  of vessel 
'Iypes in the Park is used a s  a spr ingboard for  a discussion of processual .trends in 
rnaritinic! arch i tecture i r i  -the Great l.akc?s Region. A contemporary backdrop of 
vessel  tlesigri arid socioecoriornic dynamics i s  in terwover i  i r i  the chapter  to  erihar\ce 
-the soc ia l  scienti f ic perspecl ive f ro tn wh ich  w e  have chosen t o  v iew Ihe  Park's 
s t i  i w reck popu Ia t i  oii. 



Chapter II attempts to  move one more step away f rom the particular toward the 
general. tn this case, the intent has been t o  identify patterns in the marit ime 
behavior of the region that have relevance t o  the shipwrecks a t  Isle Royale. This is 
not intended to  be another history of the Lake Superior region, but a discussion of 
the broader social processes that in Combination comprise the maritime interactive 
sphere of shipping activity on the Great Lakes. 

Chapter VII is an experiment in cultural resources management reporting. The intent 
is to  document the complex decision-making processes that took place in order t o  
achieve the present management philosophy at Isle Royale. The present-day 
approach is then discussed in detail so that other marine park managers can have 
one comprehensive real-world model to  consider as they address similar issues. 
Chapter V11 atso serves as a form of institutional memory. 

Chapter V111, the conclusion of this report, is composed of a series of afterthoughts, 
management recornmendations and a statement of future research potential. The 
Management Recommendations section is what it purports t o  be with the fol lowing 
qualifier. In most cases, according t o  National Park Service policy, the cultural 
resources management specialists are expected to  make a series of 
recornmendations t o  the line managers who have responsibility for running the Park 
and the Region. There has been so much interchange of ideas and cross 
fertilization between the researchers and management in this particular case that 
this final statement of "recommendations" is largely gn expression of a joint 
conceptual effort. As always, however, recommendations are t o  be viewed as 
suggestions and are not binding on future managers in any sense. 

Finally, this report is the product of a labor of love. It is offered to  those who 
manage, those who protect, and t o  those who look and enjoy, by a team of 
researchers who feel fortunate to  have been involved in some small way with the 
future of this Park. 
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CHAPTER II. LAKE SUPERIOR 
MARITIME TRADiTION, SOCIOECONOMIC CONTEXT 

Introduction 

It is noteworthy that writers and historians are comfortable using the terms 
"maritime" and "marine" when discussing the Great Lakes. The "of and pertaining to  
the sea" connotations of those terms seem appropriate. The reason Is that most  
people regard those bodies of water, loca'ced hundreds of mites f rom any ocean, as 
seas and not lakes. Although due consideration will be given in this study t o  the 
differences between ocean and Great Lakes, it is significant that the commonalities 
In their nature have had the greatest effects on common linguistic usage. A 
regional periodical popular with many nautical buffs i s  entitled Inland Seas, and a 
book dealing with the history of the Coast Guard on the Great Lakes is entitled 
Guardians of the Eighth Sea (O'Brien 1976). There are no such marine metaphors 
evident upon examining the equally rich and technologicatly developed riverine 
traditions. Riverboats are not ships, and they are not run by sailors; riverboats are 
riverboats, and they are operated by rivermen. They have traditionally stopped a t  
river landings, not a t  ports of call. 

To a lesser degree, Long Island Sound and Chesapeake Bay share some of the same 
attributes associated wi th  large semi-contained bodies of navigable water. Puget 
Sound is also occasionally referred t o  as an "Inland Sea," and there are, in fact, 
some interesting aspects of ship design in thar region that parallel vessel 
architectural adaptations in the Lakes. 

There is a danger, however, in trying t o  look at any of these confined maritime 
spheres (lakes, sounds, or  rivers) in a vacuum. None of them were really closed 
systems, especially after the building of networks of canals in the Nineteenth 
Century. Maritime innovation on the western rivers, for  example, did not  go long 
unnoticed by Lakes seamen and traders, and Atlantic coast trade had a particularly 
strong influence on the Lakes. 

Although the Lakes have their own unique maritime heritage, it i s  clear that the 
traditions of those sailors that plied the Lakes are closely t ied to the blue water 
sailor. The major difference is the size of the respective spheres of maritime 
interaction. Most sailors on  Lake Superior never interact wi th populations other 
than those found in a handful of ports in the heartland of the United States of 
America. Their saltwater brethren have rubbed shoulders wi th  every race and 
nationality on the planet and engage in journeys of much greater duration. 

The collective self image, which is perpetuated in stories and songs of Great Lakes 
navigation, i s  one that combines respect and fear of the Lakes' moods with an 
interesting combination of grim determination and fatalism. The sense of 
community among Lakes sailors was reinforced by their comparative ease of 
maintaining family ties in their smaller interactive spheres, a fact that additionally 
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Waves of immigrants filled the passenger vessels heading west. Ore f rom the 
Misabi and other iron ranges surrounding Duluth comprised some of the largest bulk 
freight shipments ever moved by man. Coal destined for the upper Lakes passed 
the downbound shipments of iron. Grain .flourished, faltered, and reslarted a t  other 
points in the Great Lakes region during the 50 years fol lowing the Civil War. 

This small but environmentally severe and socioeconomically intense maritime 
environment provided all the ingredients necessary for a high occurrence of 
shipwrecks. Capital investment in the movement of .these vessels was heavy, as 
was the promise of high profits; factors that encouraged attempts a t  one more 
voyage well after seasonal changes would indicate the rational decision t o  winter 
in. 

Demographic changes during the period of development of Lakes navigation 
reflected the economic dynamics and what were to  become The most  densely 
populared cities in the Nation began their almost exponential rate of growth in the 
Nineteenlh Century. The remainder of this chapter wi l l  be focused on the various 
socioeconomic processes t h a t  influenced the development of shipping on the Great 
Lakes. It will begin wi th general trends and narrow t o  the particulars of Great Lakes 
maritime activitv. Where appropriate, comparisons t o  western rivers, Atlantic, and 
Pacific trades wil l  be made t o  establish a meaningful context for  understanding the 
Great Lakes. 

One may ask why such a discussion of socioeconomic context is relevant. The 
collection of ships a t  Isle Royale was part of a complex cultural system. An 
understanding of these shipwrecks could only be realized from a consideration of 
the behavioral patterns and processes that were responsible l o r  their existence, the 
physical form, cargo and location of their demise. It is clear that the wrecks are not 
totatly random, although their specific loss resulted f rom an accident. These vessels 
were parts of the large national economic, political, demographic structure 
influenced by technological and ecological constraints. This chapter describes the 
patterned behavior that surrounded and resulted in the collecrion of shipwrecks a t  
Isle Royale National Park. We see this discussion as a necessary step to  the 
eventual undemanding and explanation of the collection of Great Lakes shipwrecks 
and the cultural processes they  represent. 

Socioeconomic Processes Affecting Lakes Navigation 

The American Revolution ended British mercantilism and unleashed the economic 
potential of a new nation. The restrictive policies of mercantilism had been 
designed t o  increase the wealth of  Great Britain by controlling the market economy 
of the colonies. The newly independent colonies could now enact policies that 
would further Their own interests. 

Population and trade, both internal and foreign, grew rapidly, and transportation 
needs expanded along wi th  them. The interaction of watercraft wi th  railroads, 
canals and roads combined to  form a national transportation system. Watercraft 
offered the cheapest and, in many cases, the only means of transportation of raw 
materials, goods and people. The changes in the number of commercial watercraft, 
and in their form and function, reflected the trends of economic development. 

Sectional differences in production and consumption appeared early in the 
Nineteenth Century. The Northeast rapidly industrialized, forming a manufacturing 
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b e l l  centering or) New York tlral uILirnaLely reached the Creal Lakes a n d  contalr iod 
ti5 perccn l  of l t i e  mani i factur i i ig  capaci ty  for [tic cou i i t ry  (Pred I070 274). 

The Soult i  developed a dopentlerrt:e ori ii few s tap le  crops, a i id  t he  Wcs.t produced 
t h e  major i ty  of agr icu l lura l  p r o d u c t s ,  transported down (he Mississippi, fo r  tlic cither 
regions. The lVliddle Atlantic and N e w  England states d c v c l o ~ ) c dfinancial structure 
arid marketing for ,toreign iracle, as well as the skippirig i ~ l i dpor\s. 

The early suuLti--nortlic~islLrsde was firirriarily coastal ,  ~ Iu t !  .to the Appe1at:Iiiari 
Mountains, a formidable obstacle to [ l ie  .trade betweer i  the I21st Coiisi a n d  the 
interior. After penel ra l ion o-F .the rnouri.lairis, -firs-[ by carials a n d  l i i ter by railroads, 
inter-regiorial .trade sh i i ied.  Goods cou ld  y o  inorc  directly bccwccri t he  West  and  

~East. Rcgiorial special izat ion tiec:arnc more  enWrrt: l ied. Ttic r ise ol 1tiis.L.WcsC .~ rade  
was implerr icr i icd by the Great Lakes atid t l ie  ~ a r i ~ l sconnec t i r i y  the IE;is[ wi.tti the 
IVl~ssissippiI3iver sys t em (Noi-lh l 9 6 ' l : ' l O 5 ) ~  

The rr ia i t i  early purl: c i t ies  were blew York, Philatlelphia, Doston a n d  C3at.Lirnore. After 
,the War of 11312, New York becarrie the priri(;ipal por t  ar id corilrotlcd hotli c:oas-tal 
and European .trade. Charlu:;Luri arid New Orleaiis becarrii! the prirriary so i i l l i c r i i  
por-ts, as a resu1.t of .the iricreasirig iocus on c:utioii prociuclion. Sou\hi>rir c:oLloi\ 
was the rriain export and fore ign exchancje af.Ler 1815 i i i i d  ir ito the 1830s a n d  
'1840s. Later, Weslerr i  g ra i r r  wocild supersede co t ton  in importance, a ctiaiigc 
ref lected in t h e  shifl: a l  pi-edoiri ir iaIc vessel i t a l l i c  froni [tie wcsterrr r ivers .to [ l i e  
Great Lakes. 

U v  '1832 there were  60,000 new imrnigrarrts, and iri Lhe tlecade O F  [Ire '1840s, yearly 
.totals surneiirnes exceeded 100,000 even 20[1,00~1,with '369,000 i rn in igrank enter ing 
the country  in ISCiO (US Dept. of  Cornrnerce 'I96(1:57). Berore [ l i e  Civi l  War, lhe 
rriajoritv of -the irnrnigrarrts Carrie , from the countr ies ol Ireland, Great Bri.Cairi, 
G errria r iy a n d S c a  1 1  d ina v i  a ,  

T h e  shift in  popular ion dis-tribtrl ion clearly represents ii wes lward  rnovetrieiiL. Iri 
'1810, 54 percent  of l h e  populat ion l ived i r )  'the INor-ttieast arid 'I3 perceti-t were i i i  t h e  
West. By 'IBliO the relal ive [ioptila.tion in .Ihe IUortheasl w a s  36.5 percent, Che West, 
37.8 percent (INorth 'l96'1:257), 

Many irnrnigrants s tayed i t1  tlie fas t ,  but the  t-rlajoritv corrrposcd the greal westward 
expatision, ;it .first irito .the conte inporary Mir1wes.t areas surroui>din<j ilic l-akes. The 
United States popularioti grew nearly ci<lf i t-- fold t i e h r e  the  Civi l  War. A l though 
laborers comprised [he largest single occiipatioiral category of immigrant:;, farmers, 
skil led workcrs  ar id rnercl iants toge.ttic?r forrrierl (he i r iajori ly (IJS 13epl. o i  Corrirnerce 
'IY6[):Cil).-til). 

The imrrrigran.ts hrot1gh.t capi.i-al, a n d  agi - ic~ lht i ra lat>d ir1du:itriilt :;kills, as well as  ar i  
e c  oriornic: a t i  d 1o c f i  r i  olog ica I ot ie n l a  t io ri, pa r 1ic :  CI Ia rly riow coinB rs  f ro  m G reaL Bri.ta i n, 
which led t he  wor ld  in technology. The skil led a n d  Lc?ctiiiologically sopl i ist icalcd 
irnmigratit w a s  in large measure respnrisible fo r  the  predisposi t ion of the  Uriired 
States to accept, revise a n d  r;ipidly ,transfer iiew tet:lrnologies, whe lhe r  of foreign or 
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national origin. In general, immigrants seeking American opportunities for  
advancement were highly motivated and economically oriented. 

There was sufficient land available for  the new population influx. The land area of 
the country had been nearly doubled by the Louisiana Purchase, which also gave the 
U.S. control of the mouth of the Mississippi. The Florida terr i tory was added in 
1821, providing virtually complete control of the Mississippi. The acquisition of 
Texas, the Oregon Territory, California and the Gadsden Purchase soon followed. 
The continental U.S. land acquisition was completed during the 1850s. 

The Midwesr, particularly around t h e  Great  Lakes, was extremely productive under 
European agricultural practices. New resources and raw materials became available 
with the opening of each new .territory. The demand of the swelling Western 
populations fueled the industries of the manufacturing and capitalizing East, and 
strengthened the developing market economy. 

Eastern investment capital spread west. Economic growth was predicated on the 
system of transportation and attracted eastern investments (see Neu 1953). The 
economic potential of the rich farmlands and mineral deposits of the Midwest could 
not be  fully realized until i t  was possible t o  transport the products lo market. The 
canal system, begun with the opening of the Erie in 1825, was necessary for  
exploitation of agricultural and mineral resources of the new country, along with the 
growth of vessel transport and the development of the rail system. 

The growing economy and the influx of immigrants quickly taxed the obsolete 
transportation system. The War of 1812, wi th i ts naval blockade, prompted the 
development of inland roads and private turnpikes in the absence of a federal road 
system. However, the cost of moving materials over roads was very high. Water  
Transportation remained the primary mode of inland travel until the expansion of the 
railroads and development of the automobile. This period is often referred to  as the 
Canal Age by historians. 

Exploration usually fol lowed river s\lstems, and t he  first settlements and f i r s t  
population centers were invariably near rivers and other bodies of water. 
Agricultural expansion occurred in areas with access to  waterways. This pattern is 
still reflected today: of the 150 US.cities with populations of  100,000 or more, more 
than 130 are directly served by the inland waterway system. 

The Nineteenth Century can be Characterized by rapid industrial growth and 
expansion. By the end of  the century, annual iron production exceeded 15 mil l ion 
tons (US Dept. of Commerce 1960:365-6). Prior t o  the Civil War, the new acquired 
territory and its settlement gave agriculture the major role in economic 
development. After the war, industry came to  b e  of greater importance to economic 
growth. In 1860 more than 60 percent of the workers were engaged in agriculture, 
but by 1910, it was reduced to 30 percent (Fite and Reese 1965:310). 

The growlh of the US.  economy was not a steady incline, but a series of 
fluctuations punctuated by booms and economic recessions, aptly Termed "panics." 
The principal panics, those of 1819, 1837, and particularly 1857, 1873 and 1893, 
affected industrial production and population movements. Lakes navigation, like that 
of the western rivers, coast and oceans, was  altered significantly by each panic, a s  
well as by tho general trends of economic growth. 
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Uevelo pmi e t i  t o f Ir i  1 a r i  d f ran sgio r iii t Io r j  

The Wlissjssippi River syscern arid Great Lakes tiecarne the  pr imary irilarrcl routes of 
comtwerce. The chain 0-l' Lakes -Fumed ii tia.lural easl-west route, arid ,the 
lvlississippi River prov ided a rrort i i - to-south route.  Because of  t l ie natural barr ier of 
t 11 e A ppa 1 a c t i  i ;I r i  s, pr iur to r i t  id-c c nltiry a g r iou I1ura I [I r o d  CI c;t s we re s tii ped d ow rir ive r 
and Cratislerrud .to coastal craf t  for delivery la the busy not-tt ioasr por ts .  Agricultural 
and raw rna.krials rnovetl easiword through the G r e a l  Lakes lor distr ibucioi i  LCI the 
Norl l i  and Easi, arid soulh ihrocigf i  rlie lvljssissippi River svstern. Manufac'tured 
goods rnovcd west arid south 011 these waterways from l l i c  ( i o ~ ~ u l o u sr r ia r i c i~acr t i r i r i~  
centers  o f  the Eas.t. 

Arnerica led t h e  wor ld  i r i  the devcloprneri i  of ir i latid stearn riaviga.tior1, a 
p Iic! 11(3 r i i  e ri o 1 I Ia rgc Iy a resci I i o F g co y ra 1) t ii c ii I cond I tic)r is .  G I-ci-l L BriLa i t I a I Id t u  rope, 
wh ich  l acke t l  the extensive i r i lar id waterways l i t i t  had accessible coasllines, lagged 
behind in t h o  applica.i.iori of sieorn t o  i i i lat id ni ivigation, alrtiough they led i r i  ocean 
steam. Conversely, Grex t  Dritain ut i l ized i r ia i iy  more  s tat io i iary  stastn erigiries for 
mot ive  powcr i r i  rriarlufar:.turjricj. Arnerica had  [ t ie  tierie-fi.l:o l  ir iany ,f luwing sireains 
ii nd rivers a p I-, rop r ia t c for w a I:e r- 1) t)w e rt.!d 1'0 a (: t i  iri e ry. 

River Ste;ituiboats: Prior 'to ihe advenl- of stearn, ,there W i l S  oi~lywind, curreill a r i d  
-I__ I.... ~ ~ 

i nusc le to ir iove the vessels ol commerce.  Sr i l i l l ler  soil ing vessels co~ i ldcuter  t t ie 
mouths  0 - f  .[lie larger rivers and could rr1ee.l Lhe early pos.t---Revotutionh-arisporlaiion 
needs. As [tie populat ion rnovctl a c r o s s  .[tic" Appalachiai i  Moiiril 'airis arid i i i to l t ie 
0hio Vrr 1 1  ev, we s t e r r i  r iver II av i cj i-i t io t i  t i  c (:airi e in ore ir npo \- c a 11I:. 

Boats could ciisity .floaL down I h e  i t i l a r i d  rivers, rak ing advaric;iye oI: llie ciirren.t, arid 
flatboats were  oi ie  rype  speci l ical ly dos iyr icd t o  do so. The dowr i r iver  advariL-age 
was oll'se-l: by  the necess i ty  o i  relyirikj o n  r n i i x l e  power to ascet ic l  the great  r ivers 
in keel boats. 

The need and prof i t  polerrt ial  for V C S S ~ ~ S~ap;i l) le ul' upbound nav iga l ion  or1 the 
westerr i  r ivers was realized early in  tlie experirnental s-l-i ig~so l  apply ing s'teani t o  
ships. A l though Ihe ear ly  expcrirnents ol' s t e a i ~ inav igat ion were carr ied o u t  (311 t h e  
eastern rivers ncar [ t ic  m o r e  popti laled cit ies, Lhey were d i rcc led  toward  deve lop ing  
boats for westerti r iver  navigaLiorr. he experiments o i  Jairies Ruinsey, Jotiri f i t ch ,  
John Stevens, Oliver Evans arid liobet-l- Fultotr were focused or1 western  r iver 
n av i 9atio11. 

As early a s  'I785 Kurnsey wrote 'to George Washii iytori  regarding Uie .fcasibili.ty of 
ups t ream western r iver  navigation. t va t i s  rccoyt i ized t t i e  poler iL ia l  of high-pressure 
5te;it-n erigities lo r  western rivers, a n d  worlted o i i  ' l t ieir refirrernenl. The  early :Xedrn 
pioneers alternp.ted lo  rrronopolizc s lea i r i  or! the western i-ivers, but i r i  'I 8'1 I a l l  
m ono po 1 [: Iair 11 s 'to we s t  err 1 r ivt' r 11 av i51a tio 11 we rt? r iu IIi f i ed . 

FuItoII re parled I y cl es  iy 11 e d C LE HMONT f o r  riaw ign-ti o t i  o n t t i t !  IVIiss is s ip pi (frorui 
corit e inpo i'ii r y  r i  e w spa  p e r a c c o ci r I  t o i: I t I c in a itf e r i  vo  y ii g c q u o t ed i n t i  u rr t  er '1 949:8 ) .  
The concept  i-nay have origit iated w i th  his partiicr arid liriar,cial supporteu, 
C t i  a nce I Io r R t>t i  c r t Liv i ng s'to1 1 ,  w t i  c) I ia d t) eeri i r I  struin e r i  l a  I i11 ,tho r i  eg I) ti a t  i(I n of the 
Louisiana 1,'urctiase a n d  had .floaietl dowti . the Mississippi.  Fulion had wriPlen 'lo 
Livingston: "Wha'iever may be .the Caic of steamboaLs -for the  I-dudson, cveryrh jng i s  
completely proved f o r  Ihe Mississippi, a r r d  [t ie object i s  ii i iti ierisc?" (Ibid.)__.-



Western river steam navigation was initiated in 1811 with the maiden voyage of the 
371-ton NEW ORLEANS from Pittsburgh to  New Orleans. In the firsr year of 
operation, the owners reatized a $20,000 profi t  on a n  investment of $40,000 (Fite and 
Reese 1965:190). The ascendency o f  the steamboat was rapid on the western rivers, 
and by 1830 the steamboat was the dominant mode of transportation, a status t h a t  
remained unthreatened until the growth of railroads in the tate 1850s. 

The western river steamboat soon became a unique craft particularly well-adapted 
t o  the seasonal environment of the rivers. Flat-bottomed, shallow draft and 
powered by high-pressure steam, it soon lost a n y  resembtance to  eastern river 
steamboats. The critical factors in the design of western river vessels were the 
necessity for shallow draft, sediment and mineral-loaded feed water, maximum 
reliability and quick handling, minimum machinery space, l o w  fuel costs and low 
first-cost because of short average use-life (Bryan 1896:387-8). 

in 1842, total western river steam tonnage was 126,278 tons, a figure that would 
double by 1846 (Abert 1848:12). The number of steamboats would increase t o  557 
in 1845 and 727 in 1855, the la t ter  year representing a tonnage of  173,000 (Hunter 
194933). 

Unlike the western river vessels, which were equally adapted t o  both passengers 
and freight, the eastern river steamboats were primarily passenger vessels, and 
more closely reflected their heritage from CLERMONT. They retained a deep-draft 
hull similar t o  sailing vessels, and the o'ften pa la l i a l  craft were invariably 
low-pressure side-wheelers. Because of  Competition among steamboat lines, the 
eastern vessels emphasized luxury and speed. 

Many eastern steamboats were organized into more capitalized shipping lines .that 
maintained regular schedules of sailing, quite unlike t h e  western river stearnboats 
that were mostly tramps, picking up passengers and cargo wherever possible, and 
keeping quite irregular schedules, if any at al l .  Most western river vessels were 
owned by individuals or  small partnerships. 

The development of steam navigation on the Great Lakes was not nearly a s  rapid as 
on western rivers. The use of sai l  was much more advantageous on the Lakes, a 
factor that retarded the adoption of steam navigation in the region. 

Canals: The completion of the Erie Canal  i n  1825 was the initiation of the American 
canal building effort. The construction of the 363-mile Erie Canal f rom Albany t o  
Buffalo was begun in 1818. The original canal measured 4 feet deep and 28 feet 
wide a t  the bottom. 

The canal was an immediate economic success. The cost for transport ing a ton of 
freight f rom Buffalo t o  Albany dropped from $90.00 to less than $8.00, including rol l  
charges. In the f irst year of operation, $750,000 in tolls were collected (Fite and 
Reese 1965:7 93). 

The western terminus of the canal was Buffalo, which was victorious over the 
village of Black Rock for the honor (Hatcher 1945). Soon other canals were dug in 
Pennsylvania and through Ohio to  link Lake Erie with the Ohio River. Toledo, 
Cleveland and Detroit became important porr cities and  grew rapid[)! a s  a result of 
the increased commerce from the canal. Along with the commerce, capital moved 
west. New York businessmen sent representatives to  the western cities, particularly 
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Detro i t .  t i  e coop era tive a s so( :i aci o 11 b e  t w  e e t i  the g row i r ig  w es.te r r i  rria r Icets a t id 
New Y a r k  Ci ly secured i t s  t l ie s ta tus  a s  the prirriary eastcr r i  port iri North Arnorica. 

The Erie Canal  sh i i ted 'Lhe priricipal ro i i l cs  l l i e  irnrniyr;rnts r ior thwar t l  .frorYi the 
western rivers. More .than hal f  ciC Lhe ari- ivi i ig irnrl i igrarits I:raveIed through the 
newly cornploted Erie Canal  o n  ,their way west (1Vlatisfielct:'l:'1899:'lt33--4). By 1836 
-there were 3,000 canal  boals  operat ing on the Erie Canal in  Lhe lucrat ive irninigrarit 
passenger  husiness (Havightirsi  'l944:'127). 

There were 4,027 m i l e s  o l  cari;il:i builC iii he IJnited Stales hy 1841, alrriost h;ilf in 
New York a r i d  Penrisvlvania, ((:oruiptrl.ed l-roiii Taririer 1840:2.23--.234). Most mir ia ls 
were bui l t  in  the 18:3Os, bii t  t t ie i i - Cot;il inileaye (reactred i i l  ' IUs' l)  was  eclipserl by 
l h e  (:ons,i:ruc:tion of railroads, whic t i  reat:lit?d 5,' l32 rriiles b y  '184(1 (lbid.).... . . 

Froin a historical perspective, [ h e  growth o l  railroads i r i  Amer ica was i iot 
a(;, b u ~  sccrninyly t-i;ilitrazard litika:jc ol- .Lowris arid produciion c e n l e r s  w i th  

waterways. At i i rs l ,  01ie ra i l roads were  welcoir icd by thos t?  wi-th vested interes'ls in 
shipping, hu-t as ttic rail sVsLcrn grew,  .the coiwipctit ivc trari!;portaCtori ChreaC was 
realized. t iail LransporLiiLioti was no t  cor i ipe l i t ivc  in  cost. htil: had tie ~ idvar i tagesof  
s[leed,  re I ia t) Ie s c 11 edCI Ie s, tJ irt: c t r oci t e s a I I  [I, e s pc  (: ia IIv, vc a I-..ro ci  nrl ope r il t i  o r i  , Tti ese 
a L l r  i b L i t  e s ,  c o LI pIetl w it Ir L r ii n s.- s 11 if,t ri c iiL' b e 1w e e rr 1i t i  e s, s p i? [:ia Iii ; i  L io r i  I) I' I reig Iir ii r i  (1 
pa s s en g e r exp res s I i rics, y ov  e r r irrici 1.1 s u h!i i tl ic?s a t i  d t 11 e to r iIIa 1i o11 of Ia r y  e 
corporat ions,  c u l  decplv i n to  the car ia l  ai id r iver cot i i r i ie rce,  

Hailroad mi lcage expanded rapidly aCter '1840. Hy 1 8 G O  Ltiore wcre ino re  -than : ~ O , O O O  
miles 0-l' t racks oporaliorial; i l i a [  arnoutit l-riplcxl b y  'I 880; tcrr years la ter  there were 
more t h a n  200,000 mi les  o-l track in  oper i i i io i i  (US Bureau 0 - f  [lit' C C ~ S L I S196[1:427). 

1-11e r nid -ce n t u  ry ra i I r o i l  d s c a i-rie into tl i r e  (:i corn p e t  itio n w i k h  L ht! wes t e rn c i ve r 
stcainbotii. R a i l  l i nes  exterirl ing south Croiii 1l ike Erie por ts  sli i f letf passerrger aird 
.freigti i frorri i t i e  wcsterr i  r iver--coaslal roule. Sooii Ihc rai lroads corir iected tho 
major riverport ci t ies 0.i' the Mississippi arid Ohio Rivers, ar id the cornpe't i t ion 
bet:a r n  I! d i t-et: I w i t t i  LhLS in a ir i  I i t ie :iic a in boa I. 

The westerrr river s teamboats  10s-l: in Pile conipetiLioi1 wilt1 the railroads, arid was 
only able 'lo Len-iporarily riiairi-tairr or iricreiise business iii -[tie far West arid 
northwest ieri-ilories. The s i r u a l i o n  was somewhat d i f k re r i t  i r i  the East  tirid oti the 
Great Lakes. 

In stirne a reas  (-lor exatngle,  Loirg Islaticl Sound), stearnboats were able to j n c r e a w  
busirie ss  w 11e i i  I hc y iria I Ii.i g ctl to (: o i n  r i  ei:t w i i h  m a j o i- ra i I roa ds . Stsa r r i  boat 
passenger  tines, especially ,those owned by  rai lroad corrrpanies, corrtinired Lo grow 
until the  advent of privale irarispovtariori i i i  Lho forrri of i t i c  automobile. (In -[tie 
1-akes, the abil ity ' L o  rnove h i i l k  i r e ig l i l  a i  c i  c o s l  far L i c j ' l o ~  ttis railro;ids h a s  allowed 

t is po r la iio r i  Lo t 1.1 e pr e s e r1.t.i.the tori iin lied exist enc t? o E water  tl or r i  e L ~ ' i i  
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The Erie Canal opened the western lands for migration, and marked the end of the 
exploration a n d  fur trade that was characteristic of the earliest period. Populations 
and devetopment spread west, and fol lowed a similar pattern for  each take. The 
Sault Ste. Marie Canal gave ready access to the area around Lake Superior and 
opened the entire Great Lakes system t o  navigation. 

The early period of the eastern Lakes was devoted to the fur trade. Trade with the 
Indians and shipment of suppties to the remote military POSTS on the frontier 
became important elements of commerce after the War of 1812. 

The opening of the Erie Canal brought large numbers of immigrants and additional 
commercial trade to  support the westward expansion. The new canal had the effect 
of shifting the main transportation route north f rom the Ohio River. Detroit and 
Buffalo became principal ports; Chicago was a developing outpost. In 1830 the 
articles of shipment to Buffalo were corn, fish, furs, whiskey, lumber and shingles 
with return cargos of merchandise and passengers. Small cargos of flour, whiskev, 
beef and merchandise were transported to  the far Western port  of Chicago 
(Mansfield 1899:1:182-3). 

Michigan's development did not begin until after the opening of the Erie Canal. By 
1836 there were about 3,000 canal boats  in operation carrying the growing numbers 
of immigrants. The Black Hawk War of 1832 ended the Indian threat and brought 
knowledge of the rich soil of northern Illinois, Indiana and Wisconsin. Speculation 
fueled the land boom in progress. Chicago became a growing commercial port 
serving the new territories; i ts population grew f rom 150 to  2,000 in 1832. Twenty 
thousand passed through town  the same year on .their way into Illinois. In 1835, 
255 sailing ships arrived in Chicago; a thousand schooners and 990 steamer arrivals 
were recorded for  Cleveland the next year. Chicago and Toiedo were incorporated 
in 1837; Chicago had a population of 8,000 and Detroit had 10,000 (Hatcher 
1944207). 

The vessels prior to  1816 were a l l  sail craft, locally built on the shores of Ontario 
and Erie. The number of sailing vessels grew yearly to  meet demands of  the 
growing trade. Steamboats had proven reliable on the western rivers and the 
Hudson, and in both cases the cost of  passage and shipping had been reduced. The 
advantages of steam were realized, and both Canadians and Americans began the 
construction OC steamboats for service on Lake Ontario. 

Steam navigation on " r e  Lakes was initiated in 1816 by the Canadians, closely 
followed by the Americans. In 1820 there were only four steamers on the Lakes 
compared with 71  on the western rivers and 52 on the Atlantic. By 1830 there were 
296 western river steamboats, 183 eastern river steamers and only 11 Lake 
steamboats in operation (Purdy 1880:5). In the summer of 1833, those 11 take 
steamboats carried 61,000 passengers west (Mansfield 1899:1:185,394). 

The first t w o  steamboats were built by groups of merchants in partnership. The 
third vessel, WALK-IN-THE-WATER, was built by the newly formed Lake Erie 
Steamboat Company of Buffalo in n818 (Hatcher 1944:178). 

The formation of a company with the capital and means for steamboat construction 
and operation represents the organizational f o r m  that s team navigation would t a k e  
on the Lakes. Most sailing vessels, considerably cheaper t o  build and operate, were 
owned by single owners or a very few partners. The eastern river stearnboats were 
owned by corporations, and were organized early into transportation lines, 
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supporrcd tiy .the irives.Lrnent of cas te rn  capital.  This is i r i  r:ontras.l to vessel 
operal:i or i  c) Ii .the we  sie r r i  r i v c3 rs, w here c) w ri e rs t iir.1 11xt t (2 r ri s res ernb Ied t I1e owri erst iip 
of sail vessel on t h e  1-akes -I--si i igle clwoers or l i i r i i led parlr!erships. 

The cuncerrtraLi(iri 0.f c a p i t a l  arrd .the power  i t  repruseri.led rnarkedly affec:ted .[lie 
develop rrien l  of LaIces r i  avig a ti o (1, pa r t ic u Ia r Iy ir i  otita inir i  g g u v c  rrir u  e r i t  s LI b s i die s for  
t i  a vi g a l i  on i rrrprove In e t i  L Th c A triericati c i i  t i i i  I--buiIcl i i ig e r i i  res CIIted direc t t y frorn 
corporaie in leres is  ohiairi ir ig yovernrnei i l  suppor t  lor cont i t iued riavigatiori ;)rid 
harbor improvernen'ts, on a scale tha l  wou ld  be irr ipossit i le by any  ottier m e a t i s .  
Coi i t inued riavigatiori i rnprove ine t ih  reduced risk and allowed the use o-l- ever larger 
vesse Is I h  a t  co II 1d bu e Ci 1 I'r o rri 1t ie e (: o 11 ornie s o I: s (: a Ie ,  redCI c i r I  g t r a  ri s por ta t  i o t i 

cosls ar id  lroosi ir ig prof i ts. 

The C a n  ad ia r i  s were s ir n  i t ;I rly o rga t ii zc?d i r i  b ci s i t I e s s c o r p 11cii I: io i is. Th e~ observed 
tha l  t h e  Erie Canal would draw trade Erorn Llieir Sl. I-awr-ciir:e Hiver !)oris, pari icularly 
Montreal, lo New York. Ueiore Lhc! c o r ~ i p l e t i o t iol ttie Erie Car ia l ,  t t i e  Wellarid C:ari;iI 
Corripariy was formed,  and construction was begun ori the canal around IYiagat-a 
Falls. -Ihe coiripleciori o-f t h e  Wellatrd Canal  i f 1  '1829 broucgIi9 a b o u l  the t leve lc~pmoni  
ol' the first vessels  specificnlly des igned l o r  l l i e  Iimi'Calions ol- (t ie Great  Lakes: t he  
canallet-s ~- sail ing ships huil-I: .to p a s s  ttirougli tlie canal lot:ks. 

The .first Great Lakes stearn vessels  were ir i l luericed iii a rinore d i rect  way  by Eas-terr i  
stea m s hip deveIop ments. The e a  11 y La Ike s i e ;Lrn e rs we re {: o 11 s L'rLI (: Led by Ea s.ter 11 

builders; again, the resu1.t 0I' capi-Lal a r i d  expert ise be ing centerecl in New York. For 
example, Noah Hrowri 0-f New York was t-esrjonsible for ltie design arid cor is l ruc l ion 
of WALI~-IN-TI- l t -WAl~tR(Walket- 'l90%:315; Hatcher 1Y44:17t3). FRCINTEIVAC, .[tie firs-t 
s tea rne r  or1 the Lakes, was buIlL by two ship car rxn ters  frorn L.or ig  Island 
(Cuthl)erl.son '1931:2'15). A number of the  early steiirrit)c);~ts for .tt it? I..akcs w c r c  huil-t 
at Sacket ts  1-iarbor, IVew York; .for exarriple, OIWARIO 'I 8'1'7, SOPI IIA 18'18,  a n d  O.UEE1\1 
C HAR1XTTE 1I1'I 8 (C ro i I 'I U98 :7 4 I1-9) .  

The sci(:cess o-l' the Erie a r id  Welland C a n a l s  a n d  tho explosive g r o w l t l  o f  wade 
prompted .the cons t ruc t ion  o f  u t t ier  canals. Hy I848 ttrere were  sever) major c)~i.~Iu.i.s 
available lo ,the Great  Lakes, six oC w h i c h  lapped i n to  Lake  Erie ( l ia tc l ie r  l944:IDD). 
The porl c i t ies  o i  Lake Erie hecairie centers  0.l' cornrrierce t y ing  -the expanding wes'i: 
to the iridustrial east. 

In micl-cenlury ,[he railroads C a r r i e  i l l to i i i iportairco. Buffalo became a rai l  curiter 
greatly augrnerit ir ig i ts  pos i t ion as a prirrre Ij0r.t. Fourteen freiLjh-l: arid 300 passenger 
'lrairis entered arrd left (he lake poi-I: every 24 hours; Buffalo's popula-l ior i  grew I r o n i  
42,UUO to 74,000 between '1850 and 1.1155 (l-la-tcher '1944:%31). At f i w ,  most rai lroads 
were n i1L  in direcl ~ ( i r v i p e i j i i o r ~w i l h  vessels  arid served as corinut:-ting l i l ies l o r  
passenger  steamers. However, sorrie railroads went into ttie stearnship busiriess to 
capitalize o n  .the growing demand .for passoncger vessels. Package freiqt1.t commerce 
oil l h e  Lake:; was t a k e n  over  b y  the rail (:orripariies, who ulPirnaLely owned a l r r i o s l  all 
the package f ro igbters  (Ericsori 'I 96%:'l!i). 

The 1850s represenled a high-.puirrL in  passenger  stearriboat developrrrst i l  or1 the 
[Lakes. The growing d e m a n d  suppor ler i  3 l incs of stearnboais be lwee l i  BciiCalo and 
Chicago opr:ra.i.Ing .I6 stoarnboats ( s i d e  wheelers) a n d  20 propellers (Mil ls 
1910:1%3;'l45). The complcl io i i  of east-wesl  rrcrrik l ir ic riiilroad:; cut deeplv  in to  ,the 
passeriger . trade, and .tho appoarancc of scrcw lreigtitci-s, which were chi?apcr t o  
operate arid build, c u t  into file .freigh.t bus iness  (li/lc?nsficId:'l:'190--1!~t ) .  
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Later, the railroads, unhampered by the seasonality of t h e  Lakes, cut  deeper yet into 
the freight t r ade  and precipitated a general decline in Lakes navigation that was only 
relieved by the opening of the Sault canal. Railroad tonnage carried was about 
equal t o  that carried eastward on the  Erie Canal In the la te  1850s, but i t  was much 
more valuable. The railroads tended t o  carry the more valuable commerce leaving 
The heavier and bulkier products for the Lake and canal carriers. 

An example of the tendency for rails to  cut disproportionately into the more 
valuable cargos i s  Chicago, which had both railroads and Lakers availabte for 
transportation. The 1859 Chicago data indicate that corn, wheat, and lead moved 
predominantly by water, whereas hides, livestock, and general merchandise  moved 
by rail (Taylor 1951:167). 

The exploration and, soon, I he  population pushed farther westward. The canal 
system had opened the whole of the Great Lakes to  navigation, except for Lake 
Superior. The fa l ls  in the Saint Mary's River blocked vessel access. 

Grow.th of Lake Superior Navigation 

Resource extraction was a prime motiva,ting factor in European incursion into the 
Lake Superior area, as i t  was into the Great Lakes region in general. The economic 
development and exploitation of the Lake Superior region lagged behind the other 
Lakes, retarded primarily by the St.  Marys Fal ls a t  Seult Ste. Marie, which impeded 
navigation into the lake. There were only two options for operating a vessel on 
Lake Superior: portage around the fa l ls  or  construction on the lake. 

Earliest commerce revolved around the fur trade. The panic of 1837 brought about 
a contraction in economic activity that seriously debilitated the fur and fishing 
trades. The American Fur Company failed in 1842 (Nute  1944:180), ending the early 
period of commerce of the region. 

The discovery of copper in 1843, 1844 and 1845 generated increased interest in the 
Lake Superior region. Most navigation on the lake prior to this time, except for six 
schooners, was conducted in birch bark c8noes, bateaux, or Mackinaw boats. 

Prior to  the start of construction on the locks around the St. Mary's River Falls a t  
Sault Ste.  Marie, 1 5  vessels had been laboriously hauled across the overland 
portage. Their 'total displacement was 3,000 tons, and apparently a l l  were eventually 
wrecked (Havighurst 1944: 165). 

Although side-wheel steamers began plying the lower Lakes in 1816 wi th  the launch 
of FRONTENAC, it was not  until 1845 t h a t  the first steamer appeared on Lake 
Superior (Mansfield 1899:1:197; Barry 1973:38). The propeller INDEPENDENCE, rigged 
as a fore-and-aft schooner, was hauled over the portage at Sautt Ste. Marie to  meet 
the increasing demand for passenger service resulting f rom the mineral discoveries. 
In 1846 the side-wheeler JULIA PALMER was a lso brought over the portage, and 
became the first steamer t o  ply the North Shore (Croil 1898:257). 

The question of a canal a t  Sault Ste. Marie was raised even before the t ime of the 
copper discoveries. The financial success of the Erie and Welland Canals, and the 
growing canal  system in the Eas t  piqued the interest of the  commercial f i rms of the 
new state of Michigan. The opening of the SauIt Canal in '1855 initiated large scale 
navigation and exploitation of the Lake Superior region. 
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As originally proposed i r i  ,1837, .(he l o c k  of t l ie  catial would be 'I 00 -feet lorig, 32  . fee l  
wide b v  'I .feet deep (Williams 'I 91)7:1 'I 8). W I u ( : l i  d iscussion surrounded .(he ideal 
size -for tliu sys tc tn .  Ir i  April '1855, when [ t ie work on i l i e  cana l  arid locks was 
curnple.ec!d, ihe final rneas[ i rsr t ier i ts were: 100 feet wide a t  t l ie water surface, 64 feet 
wide iii: cho botLorri, with a dep t t i  (if ' I 3  lect. The locks w e r e  70 fce.t wide ,  '12 f e d  
deull ,  iirid 350 fceL long (Mansticld I W D :  'I :%43; Wil l iams l907: 'I 33) .  The canal  was 
deepetied i r i  IH70 to I G  fee-t. 1 1 )  'tU8'1, [ l ie  sides were sIraigt i . lened arid a s ing le  lock 
insta l led measuring 5'15 x 80 i o e t .  Further grow1.h iii t:orririierce deinanded more 
improvements,  and in A u y u s i  'I886 the new canal was cjperietl w i l h  21 .lee.[of dcpl t i  
a n d  a lock 800 feel b y  'I00 fect (Wlarrshcld 'It399:1:244). 

Tti (3 t!s t;i 131is I r r r r c? i  I1 a II d i t r i  0 rt iv e Il ien t s (I I lLiiIkc SCIp e  r i o  r por 1s iiI s fi r c f lcx: t I:t ie ra p itl 
devr?Ioprncnt o f  regional cornrrierce. The n a l u r c  a n d  cxlori~ol  tfic iratlles o f  e a c h  
hr-it-bor ;I(CE(;L t l ie  csLabiishrrieri~to l  rouies arid Lhe (;tiaractcrisI:ics of  vessels engaged  
in i-t iose trades in cer Ia i r i  a reas  o-i' the lakc. Analysis 0-f data  s u c t i  as ,these c a n  lcatl 
t o  t t It? II r I(1e r s t a I1d irig o f I tic soc ioc c o r r  o rri ic taclo rs lli ii I i nf I11 en (: e s pc(: i Cit: w ret; k 
deposi i ior ts  over  .time, leadiiig Lo Ct-ic development  of a preil ici-ive model  lo r  
s hip w r e(: k I(I (: a t i  o11 (see t-III Is t? 'I $18'I ). 
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1893. In 1897 the harbor received 885,623 tons (more than half was coal), and 
shipped out 2.3 million tons of ore, 1 million tons of flour and grain, and 454,000 
tons of lumber .  By the turn of the twentieth century, Duluth would rank as one of 
the rnsjor ports of the wor ld in terms of tonnage handled. BV 1913 i t  ranked second 
only l o  New York, a posit ion it would hold for  decades (Hall 1976:99). The 
combined ports of Duluth-Superior are included in the top ten in the US in  terms of 
tonnage handled. 

Superior: Settled in 7853; its first ore docks were completed in 2892. 
Unified with Duluth in 1896. Had traffic of 8.4 million aggregate tons in 1897. 

Two Harbors: One  of the largest ore ports on Lake Superior, and the first in 
Minnesota. Opened in 7864, natural harbor dredged in 1886. Growth from 174 
vessels arriving wi th  aggregate tonnage of 295,800 in 1885 to the 1897 total of 
2,064 vessels wi th 6.2 mil l ion tons. First steel ore dock on the Lakes built in 1909 
with a storage capacity of  44,000 tons. Peak ore record was 1953 when more than 
21 million tons of ore were shipped. The harbor declined after that period. 
Three-quarters of a billion tons of ore shipped through this harbor f rom the Mesabi 
Range in its 100 years o i  operation (King 1984:l-4). Considerable forest products 
shipped between 1904-1931. Depletion of high grade ore shut down port in 1963 
(US Army Corps of Engineers 1975 : l l ) .  

Port Arthur: Most important Canadian port on Superior, and known as the 
Canadian Lakehead. Terminal for Canadian Pacific Railroad. Exporter o f  lumber, 
grain, and later, iron ore. The f irst grain was shipped in 1883. Combined with Fort 
William in 1906. The port  now contains the largest water shipping grain elevator in 
the world. C a n a d i a n  Pacific has one of the largest coal docks in the world. In the 
early 1970s and average of 3 mil l ion tons of cargo handled a month, making it the 
largest of a l l  Canadian ports (Hatcher and Walter 1963:154). 

Iron ore shipping began a t  Port Arthur a I te r  the discovery of the Steep Rock Mine. 
Mining operations began in 1942 (Nute 1944:155-6). 

A s  the ports o f  Lake Superior developed, they influenced the routes of the various 
types  of vessels carrying cerlain cargos. The main commerce on Lake Superior was 
the transportation of passengers, grain, iron ore, coal, package freight and lumber. 
As each of the trades expanded, larger vessels were produced t o  accommodate that 
growth commensurate wi th  physical navigation limitations. 

At the turn of the century, there was more freight being carried on the Great Lakes 
in an 8-month season than a l l  other nations combined using the Suez canal in 12 
months (Curwood 1909:13). The development of  t h e  trades that made up the bulk 
of Great Lakes freight wi l l  be briefly discussed, before presenting a general view of 
the growth of navigation. 

Principal Products in Lake Superior Naviga-rion: Lake Superior experienced a 
tremendous growth of commerce beginning with the opening of the Sautt Canal. 
One of the most remarkable aspects of overall Great Lakes navigation is the 
increasing percentage of the total commerce lhat  Lake Superior navigation 
represented. In 1870 Lake Superior shipping tonnage was about 6 percent of the 
.Iota1 for t h e  Great Lakes; by 1911 it was  more than 55 percent (Will iamson 
1977:179). The majority of  Lake Superior's tonnage is represented by iron ore, 
always making up two-thirds of the total tonnage, and sometimes 90 percent. 
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replaced with inducements to  motivate and maintain a permanent crew. Captains 
were shuffled f rom boat to  boat, and a l l  the crew was hired by the company 
(Hoagland 191724-26, 40). The days of owner-operator shipmasters and vagabond 
crews on the Lakes was over in the bulk freighter business in the last decade of the 
Nineteenth Century. 

The contribution t o  the total U.S. production of iron ore f rom the Great Lakes grew 
from 5 percent in 1860 (Mansfield 1899:1:566) t o  almost twice as much as a l l  the 
other paris  of the country combined in less than 15 years (Tunell 1898:63).3 

The rapid increases of the iron ore and grairi commerce of the Lake Superior region 
created the need to  handle both cargo types quickly. In the early period 'the cargo 
was loaded and unloaded by hand with buckets. The advent of grain elevators 
speeded the process for grain, and special loading docks and unloading equipment 
did the same for ore. 

Ore docks developed unprecedented loading and unloading capabiiities in the Great 
Lakes region. Elevated tramways that took advantage of the c l i f fs  on the south 
shore of Superior were used for loading ore at Marquette in 1858. The size of the 
"pocket" docks continued to  grow until the Northern Docks a t  Superior in the 
twentieth century had 1,352 pockets capable of loading 16 600-foot vessels 
simultaneously. 

Prior t o  the  application of steam, a l l  unloading of ore was done by hand, a process 
that took a week for a cargo of 300 tons. unloading technology development began 
with the use of steam winches in 1867. In 1880 the first improvements appeared. 
A movable train was put in operation by Brown that allowed the unloader to  move 
along the dock to  work above the hatches without moving the ore boat. Self-filling 
grab buckets soon appeared and design modifications quickly fol lowed until 1899 
when the first Hulett unloaders were installed on the Conneaut docks by Carnegie 
Steel Company. The Hulett unloaders were r igid affairs that significantly reduced 
the interior hull damage of the earlier cable operated grab buckets. 

The rigid Hulett design became the standard, and they soon began t o  g row in size, 
influencing bulk ore carrier hull design. The first Huletts were s t e a m  operated and 
carried 5-tOn buckets. These would grow to  .the contemporary 50-ton unloaders. 
Soon after the Huletts were adopted the 540-foot, 30-hatch ore boars appeared. 
These vessels had no interior stanchions or bulkheads, and hatches on 12-fool 
centers to match the ore dock spouts (Burke 1975:275). The result was that a 
vessel of these dimensions could discharge 10,000 tons of ore in 4 1/2 hours, or  
less. An ore unloading record was established in 1930 when WM. G. McCONAGLE 
discharged 71,445 gross tons of ore a t  the Pittsburgh and Conneaut Dock in 2 hours 
and 20 minutes (US. Board of Engineers 1930:30). 

Ore loading capabilities of the Superior ports developed similar capabilities as the 
unloading docks of the lower Lakes. The Lake steamer D.G. KERR on September 7, 
1921 loaded 12,508 tons of ore in 16 1/2 minutes a t  the Duluth and Iron Range 
Railroad ore dock at Two Harbors. This was a rate of 758 tons a minute (US. Board 
of Engineers 1930:29). 

Coal Trade: Coal was an upbound cargo imported into the Superior region. 
The mineral was brought into .the major ports by vessels that received grain or iron 
ore for the downbound journey. Duluth and Superior were primary ports for the 
regional distribution of  coal for the West and Northwest in the late 1890s (Mansfield 
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The Northern Pacific Railway reached 150 miles west of Duluth, and in 1878 the 
prairie market began delivering grain for eastward shipment f rom Duluth-Superior. 
By 1881, the grain trade of Duluth compared favorably t o  the long-estabtished 
market of Chicago, which a t  the t ime had a population of a half-million more people 
(Hall 197657-68). 

Grain shipments f rom the Superior ports reached 124 million bushels by 1905. From 
1905-1909, shipments through the Sault Canal increased f rom 176 mil l ion to 192 
million bushels (Andrews 1910:35). Two million bushels of grain, if a l l  wheat, would 
produce about 12 billion l -pound loaves of bread (Curwood 1909:SO). 

Canadian grain production grew a s  a result of westward expansjon. After  railroad 
connections were established, Canada shipped its grain through the Duluth-Superior 
Harbor; there was not an important port on the  Canadian side until I he  Canadian 
railroad connection between Winnipeg and Fort Arthur resulted in the creation of a 
harbor. From 1883 t o  1920 Port Arthur and Ft. Williams were the main grain- and 
flour-shipping cities for the  Canadian trade. 

Grain commerce through St. Mary’s Falls Canal a t  Saul? Ste. Marie expanded from 
353,777 bushels in 1870 to  88,418,380 bushels in 1898 (Mansfield 1899:1:193). By 
1911 grain had declined f rom 25 percent of the total tonnage on the Lakes in 1870, 
to  about 10 percent. The value of the shipped grain and flour amounted to  25-37 
percent of the total value during 1901-1910 (Williamson 1977:175; Andrews 1910:35). 

Lumber: The lumber trades moved westward in a similar manner to  grain 
production. The exploitable forests of the eastern Lakes territory were cleared in 
the 1870s, and commerce soon became reliant on those of the Superior region. The 
Duluth area became a mainstay in the 18909, a t  the s a m e  t ime Canadian exports 
were rising. 

The Chicago recejpts of lumber moved by lake carrier indicate about one billion 
board feet a year f rom 1868 to  1897. During this period, rail receipts were rarely 
half the Lake total  (Mansfield 1899:1:521). 

The lumber trade entered a general decline in the 1880s as a result of the depletion 
of forests. The railroads became more competitive as the exhaustion of desirable 
timber close t o  the lake shores and logging streams progressed, and it became 
necessary t o  push farther into the interior t o  reach exploitable stands of timber. In 
1891 rail and lake shipments out of  Michigan were about equal for  the first t ime 
(Mansfield 1899:1:519). The same general pattern of development continued t o  
move west. Many people involved in the Lakes’ lumber trade moved to  the Pacific 
Northwest and continued much as they had done In the Lakes region. 

The unique practice of towing vessels developed in Lakes navigation as a result of 
the lumber trade. Small vessels predominated in the trade because they could 
navigate farther up the rivers than the larger craft. The move to  towing barges was 
influenced by the falling freight rates after the 1873 panic. A Chicago city ordinance 
of 1875 requiring noncombustible materials for  building, a result of the disastrous 
fire of 1871, further reduced lumber demand and freight rates, Railway competit ion 
was a l s o  instrumental in reducing freight rates (Gjerset 1928:88-93). 

The falling freight rales made the general competitive disadvantages of sail apparent 
and heralded the demise of sail on the  Lakes. Smal l  schooners operating singlv 
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In the 1850s, railroad construction grew competit ive with steamers, as railroad 
companies began to  buy vessels and enter into the steamship business. The 
railroad steamers were palatla], representing a new era in passenger service; some 
vessels reached 2,000 tons. The era was short-lived, however. The Panic of 1857 
and the depression fol lowing it curtailed luxury travel, and many of the larger 
side-wheelers were permanently docked (Havighurst 1944:232). 

The high point of passenger travel of the 1840s and 1850s was not approached 
again until the 1870s and 1880s. Buffalo was a pioneer in the  reintroduction of t h e  
short-run passenger vessel, while the Canadians led in the recovery of the long-run 
trade. 

A s  in the early era, railroad companies were the capital formation under which the 
luxury steamship prospered. Northern Steamship Company, Canada Steamship Lines, 
and the Canadian Pacific Railway were particularly notable in their introduction of 
ocean-going type vessels in the long distance runs. The newer vessels were not 
side-wheelers, but  propellers of i ron and steel, although there were a few large 
side-wheelers built after the l u rn  of the century. As the railroad and automobile, 
and later the airplane, siphoned off passengers f rom the tonger distance passenger 
service, the trade was reduced t o  shorl-run excursions. Lake Erie was the last Lake 
t o  have s i CJnif ica nt  passenger t ra Ff I6. 

Package freight, a term that mav h e  peculiar t o  the Great Lakes, is used To 
differentiate general merchandise f rom hulk cargos. In the early periods vessels 
carried both package freight and passengers, and those specializing jn either were 
often owned by the same companies. Later, the passenger trade was secondary t o  
the package freight business. 

The primary f low of freight traffic was east-west. The primary eastern ports were 
Buffalo, Cleveland and Detroit; the western termini were Chicago, Milwaukee and 
Duluth-Superior. The majority of the freight was eastbound, consisting primarily of 
agricultural products, particularly flour. 

Railroad companies usually dominated the package freighl business. The 
Pennsylvania Railroad led the way by acquiring the control of the Anchor Line, the 
largest package freight line on the Lakes. By World War I, railroads controlled all 
major lines. The Interstate Commerce Commission forced a reorganization of the 
package freight lines in 1916, and m a d e  the rail companies divest their holdings of 
Great Lakes vessels. A new company was formed, the Great Lakes Transit 
Corporation, which control led 85 percent of the passenger and package freight on 
the G r e a t  Lakes (Ibid.- 1960:9-13). 

1934, a depression year, was the first year t h e  package .freight lines suffered a 
deficit. The start of World War II marks the end of the package freight fleet on the 
Great Lakes (Fletcher 1960:30-31). The National Park Service vessel RANGER Ill is 
the last  package freighter operating on the Lakes. 

Basic Trends: There are  t w o  basic trends that a re  apparent in Great Lakes 
navigation. Although there was a wide range of  commodit ies carried by Great Lakes 
ships over time, the general tendencv was an overall decrease in t he  number of 
commodit ies being shipped by t h e  end of the cenrury. The second general trend 
was the growth in importance of bulk  products. 
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1896- Poe Lock a t  Sault 800x100~21. 

1898- St. Clair Flats 20 ft. 

1903- St. Mary's Canal deepened t o  25 ft. 

1908- West Neebish Channel in St. Mary's River 300x21 

1912- Livingstone Channel in Detroit River 300x22 

1914- Davis Lock a t  Sault 1 3 5 0 ~ 8 0 ~ 2 4 . 5 .  

1919- Sabin Lock a t  Sault 1 3 5 0 ~ 8 0 ~ 2 4 . 5  

1936- Livingstone Channel 450x26 downbound 


The dimensioris of the locks and the depth of the channel have imposed limits on 
the size and depth of vessels that could be employed in interlake shipping. The 
controlling depth for  maximum vessel drafts were 12 feet t o  1871; 13-16 f e e t  t o  
1891; 18 feet t o  1897; 20-21 feel  until 1911, when a 23-foot channel was 
maintained (Mansfield 1899:1:253-4), and 27 feet since 1958. 

Major channel and lock dimension changes were  directly reflected in shipbuilding 
and operation practices. Vessel types arid sizes came and went as the restrictions 
changed. Vessel types of-ten represented compromises between The imposed size 
restrictions arid maximurn cargo-carrying requirements. As a result of increased 
carrying capacity and efficiency, transportation costs on the Lakes fe l l  f rom 2 3  
cents per ton  mile t o  . I 3  cents between 1887 and 1890. Railroad costs were ,974 
and ,941 per ton  per mile for  the same years (Pankhurs-l: 1893:256). It was noted in 
1907 that a 10 percent increase in freight capacity was gained (wi th no additional 
operation cost) wi th each additional foot of draft (Annual Report of the Chief of 
Engineers 1907:846). In 1930, each inch of draft lost below 20 feet represented a 
loss of 90 to  100 tons of cargo capacity (US. Engineer Dept. 1930:32). 

Evidence from the last half of the Nineteenth Century indicates that the largest 
vessels in use could load to  deeper drafts than could be accornrnodated by the 
contemporary harbor and channel depths (Tunell 1898138). For example, the largest 
vessels of 1876 loaded only to  a depth of 15 feet because of the channels and 
harbor depths, but could safely load to a depth of 17 feet  (Laurent 1983 : l l ) .  
Apparently, vessel designers and builders anticipated deeper channels and did not 
just respond lo their increases, whereas vessels built t o  exploit changes in critical 
lock size  appeared only after .the locks were constructed. 

Technological and operational developments a lso influenced vessel attributes. For 
example, the appearance of the steam tug  in the 1860s allowed vessels t o  be towed 
through the channels and in harbors, particularly through the Detroit River and 
across the Sr. Clair Fiats. The towing business flourished mid-century a t  Detroit, 
when there were more than 50 tugs employed (Mansfield 1899:1:503; Hatcher 
1945:144). 

The steam tug was a t  least indirectly responsible for  the increase in size of the 
sailing ships in the 1860s and early 1870s, the peak years of sail on the Lakes. In 
this period the barks (actually barkentines, a 'term that was shortened on the Lakes 
t o  "bark") and schooners, by then dominated the freight trades and reached a length 
of 200 feet wi th  a displacement of 700 or 800 tons (Barkhausen 1947: l ) .  The 
growing numbers of propetlers that increased in size t o  exceed each navigation 
improvement and t h e  short-lived consort s y s t e m  put the  steam tugs out of 
business by the end of the century. 
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Fig. 2.1. Freight Through the Sault Ste. Marie Canal (from US. Engineer Dept. 
1930:60). 
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- S a l l ,  U n l t e d  S t a t e s  Y E A R  
S t e a m ,  U n l t e d  S f e f e s  - S e l l ,  G r e a t  L a k e s  
S t e a m ,  G r e e t  L e k s s  

Fig. 2.2. U.S. Documented Merchant Vessels, SaiVSteam (U.S. Bureau of t h e  Census 
1960:444-446). 
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CHAPTER 111. MAJOR VESSEL TYPES ON LAKE SUPERIOR: 
SAIL TO STEAM 

The first vessels constructed on the Great Lakes were built and r igged with the 
environmental peculiarities and sailing conditions of Great Lakes navigation in mind, 
and such has been the case with thousands of vessels that fol lowed. Shallow water 
combined wi th  twist ing channels and l imited maneuvering room, imposed special 
considerations on vessel designers and builders. The builders and designers of 
Lakes vessels have been forced t o  experiment, adapt, refine, and develop particular 
answers to  the problems posed by the unique environment of the Inland Seas. 

GRIFFON, one of the first ships t o  be built on the Great Lakes, was constructed in 
1679 and modelled on the lines of a Dutch galliot. The galliot was capable o f  
carrying large cargoes in a beamy shallow-draft hull, which was useful for  the 
shallow open-sea conditions found in the Netherlands and surrounding North Sea. 
GRIFFON'S hull, about 70 feet long, probably carried a high stern. The vessel, 
sometimes referred t o  as a "barque," probably carried three masts typical of the 
ship-rig of that period, wi th  t w o  masts square-rigged and the mizzen lateen-rigged 
(3arry 1973:15). 

The first decked-vessel built on Lake Superior was the 25-ton ship built by the 
Frenchman Sieur de la  Ronde, who is considered to be the first practical miner on 
Lake Superior (Nute 1944:161-162). This l i t t le craft was built at Sault Ste. Marie in 
1735 t o  remove copper f rom the mines of the Superior region. This enterprise can 
be considered the forerunner t o  the tremendous extractive industry that would 
cause the generation of a huge fleet of ships of Lake Superior to carry the ores. 

In 1755 there were four French ships on Lake Ontario. War between France and 
Great Britain prompted the construction of British vessels. A shipyard was 
estabtished a t  Oswego on Lake Ontario. The f i rst British vessel, a schooner named 
OSWEGO, was built, soon fol lowed by the sloop-rigged ONTARIO. Both ships were 
about 43 feet in length and measured about 100 tons (Barry 1973:17). 

By 1762, when the British had t w o  vessels on Lake Erie, a schooner and a stoop, 
they had already reached the conclusion that fore-and-aft r igged vessels were the 
most suitable for  all classes of  naval and commercial vessels on the Lakes 
(Cuthbertson 1931:227). Most ships built and used were fore-and-aft rigged and 
were operated by the British Provincial Marine; there would be no privately owned 
commercial vessels on the Great Lakes for another 20 Vears. 

The first commerciat vessel built on the Great Lakes was constructed in 1785 by the 
large Montreal trading concern, the North West Company. The company sent a 
group of men t o  the head of  the Sault Ste. Marie to build a vessel. The 75-ton 
sloop OTTER was the result. The s a m e  company soon constructed another ship, 
also a sloop, in Detroit (Barry 't973:24). 
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In '1810, t h c  l radc  O H  I_al<r!Otikario exr:ccdcct that of t h e  four  upper  [Lakes. There 
wcrc i r ia i iv  vessels  employed  i t i  thc  Indian arid f u r  Irade, in  supply ing rri i l i tary posts 
arid Western sellleinenls, arid prov id ing risk, lumber, a r i d  salt for the Pittsburgh, 
Pecirisylvariia market. This growing [Lakes trade produced a derrrand fo r  n e w  ships to  
b e  t iui l l  (Ivlansrield 1899:1:I28). The f i rs [  regular comrriert:ial transport l ine on the 
Amecicarr side of the Greai  Lakes was forr ired in  1806 'lo por tage a n d  f o rward  .freight 
aro urid I\] ia CJ ii ra Fa I Is.  

A l though the  U.S. governmen[  bu i l t  a IOU-tori br ig iii '1802 (AUAIVIS), i t  pr imar i ly  
purchased atid built schooiiers or sloops 'I-he Provincial govcriirricrit of Canada 
bui l t  Lhe 8G--toii brig CALEUOIYIA in  '1807, arid an armed brig, QUEEN CtiARLOl'TE, in 
1809. The W--ton br ig  LADY PKEV0S.C was buill. in 1810. 

The War of 'I 822 providcd irnpcrus lo r  l h e  d e s i g n  arid constructioir of sailing vessols 
on the  ILakes. Compcti , l ion be iwccn Uritain a n d  t h e  U.S. in the Lakes reg ion 
prompted a v igorous shipbLiilding prograrn Liy bo th  sides (Barry 1973:33). During -the 
winter o i  '11312-13 the American govcrrirt'ictiL decided .that a flccl of a l  least six 
ships was rieetlc!d Tor naval opcra l io t is  or1 I.akc Erie. Theso sh ips w c r c  to be 
constructed i ie i i r  Erie in a viricial wi tder i i t lss .  Capiain Dobbiris, the officer' w h o  had 
been put in  charge of tlie [.)rojet:S, brougtiL in ii naval a r c h i i e c i  and a rnaster bui lder 
-from New York (lVlarisfield 'I U99.1:'155). Thc vessels .that resul ted inc luded t w o  
2O-gun brigs, three yunboals, a r i d  il "c l ipper"  schooncr wl i ich was apparently [he 
firs1 of i t s  type or) the Greal  I..iikes. 

The principal fighting stiips oC l t ie  war  were square r iggers. The ma in  reason l o r  
-the military prc ie rence o l  the sqciatc r ig  ovcr  i h e  fo rc - -and- .a I t  r i g  w a s  r l iar the 
square r ig  w a s  sitriply rnoi-e d i f l i cu l i  t o  pu t  out of cotnrnissiori dur ing  sea t i a i l l es .  
l-lie irrot-e r iunierous square sa i l s  o i i c red  sriialler ta rge ts  l u  thc cneiny 's  cannon arid 
wheri a s l io l  did s t r ike truc, i t  d id  lcss da i i iayc Lo h e  square sai l 's  r igg ing  .I:hari t o  
t h e  lore.-ar\d---aII .  During the ext:hiing(? or broadsides t h e  fore-and-aft sails se t  
parallel t o  -the keel o f fered large, vul i iorablc targets  compared 'to the  square sails, 
which were set at right a i iy l t ls  to [tie ceriLerIiire, 1-tie rnil i iary advari lage beco i i les  a 
l iabil i ty when coi isiderirrg Llrc square rig l o r  rricrt:tririil service. The s q u a r e  r ig  vessc?l 
recltiired large c rcws io hai id le  the  rrriiiiy sil i ls, a seriotis concer t i  to  mercliarrts 
seeking the lowest  c o s t  when i ra r i sp (~ r t i i i gcargous. 

Some s a i l i n g  c h a r a c i e r i s l i c s  of i i i e  square rig, however, were desirable in  
cornrnercial transport.  Square r igs sail i a s l  be lo re  ihe wind. The prevai l ing wester ly  
winds oC the  Laltcs a l lowed lo r  last  clowiiirrocind passages for  these ships. The 
geographic cotistrainis of the  t a k e s  require f requent  course ctiarigcs, especiatlv in  
the r ivers and narrow ctiaiinc!ls. J:ure-arid a f t  rigs a l low quicker course changes 
with oIiIv a fcaccion of tire crew required for  effet;tirig the same maneuver  oil a 
square rigger] vessel. I[ was pro1)ably reaiizerl ear ly  t l i a l  r:orrihiriiitiori rigs were Llic 
most desirable for coiI irnercial uses orr I l i e  G r e e l  Lakes, tiecause they contained 
adv;intayos of boil^ r igs.  

IMany of t h e  vcssels  that surv ivc t l  'the n;lv;rl ba t t l es  of lhe War of '11312 were  botight 
t r a r i s p o r ~ t a t i ~ ~or salvag-jeii for use  i n  c ~ i i n ~ ~ i e r c i a l  (IVlarisf ielr l  'I 899:'I: 'I 72). 

Agrecrncnts cntered irrto h v  ho t t i  -the t lr i t ish a n d  Aniericari  gavnrnrr ients i r i  I81 I 
stipulat ing that on ly  one warsti i l) of r i o t  inore t h a n  I00  l o r i s  arid arrnr?d wi-l-ti one 
18-pouii t ler guri wou ld  be a l lowed on i t i e  Lakes coirtribuled i o  (fie availabil ity u i  I h c  
naval vesse ls .  An acP passed in '187.4 i-cqLiired t h a t  a l l  puk'iIi(; vessels be  sold 
( IVIa ns f i cl d I 89 9 : 1 : 'I 8 1). 



-- 

Many lessons were learned during the War of 1812. I t  was noted that a two-decked 
frigate could carry more guns than a comparable ship in salt water service. The 
Lakes craft did not have t o  carry fresh water or provisions for a long voyage as did 
the ocean going warship. British Lakes vessels were also more narrow of  beam and 
had less displacement than comparable ocean ships, making them faster and more 
able to  beat to  windward t w o  desirable qualities for  Lakes vessels {Barry 
1973:35). One of the most  important lessons was that the larger ships sailed well, 
in spite of  their shallow draft. In fact, the vessels used during the war were the 
shallowest draft square-riggers in the history of naval architecture (Cuthbertson 
193?:229). 

Barkentines and brigantines became popular on the Lakes with their combination of 
square and fore-and-aft sails, deriving some of the benefits of both arrangements. 
Often these vessels were simply (and inaccurately) called "barks" or  sometimes 
"barques" or "brigs" in historical accounts of  the Lakes. 

The word "brig" originally was a n  abbreviation for  "brigantine." The origins of this 
r ig are t o  be found in the Mediterranean where it referred to  a small lateen-rigged 
vessel meant for rowing. In Northern Europe during the Sixteenth Century, the r ig 
developed into the familiar two-masted rig wi th  square sails on the foremast and a 
gaff-sail wi lh a boom on the main mast. Ocean sailors would probably consider the 
Lakes brigs "hermaphrodite brigs," technically a combination of the br ig and the 
schooner. Lakes brigs carried staysails and jibs on their foremasts in addition to  the 
square sails and staysails on the mainmast with the gaff-fop spanker. On the Lakes 
the brigantines ranged in size f rom 80 or  90 tons to  500 tons (Cuthbertson 
1931:230). 

The barkentine is a more modern development in sailing rigs. The bark rig, which 
preceded the barkentine, i s  a three-masted vessel wi th square sails on the foremast 
and mainmast and fore-and-aft sails on the mizzen. This can be considered the 
ship r ig of the Sixteenth Century brought u p  t o  date. In somewhat the same way 
the barkentine rig, with square sails only on the foremast and gaff sails on the other 
masts, can be considered the modern revival of the Sixteenth Century caravel r ig 
with its square-rigged foremast and lateen-rigged main- and mizzenmasts 
(Anderson and Anderson 1963: 192-1 93). Apparently, there were very few true barks 
ever operating on the Lakes. 

Basically, the barkentine is a brigantine wi th additional fore-and-aft r igged masts. 
The sails carried on the foremasts of both these rigs were: square foresail, topsail, 
topgallantsail, and one royal, wi th  rarely a small  skysail (Cuthbertson 7931 :231-232). 
There are some records of studding sails. Fore-and-aft canvas consisted of a 
staysail and two jibs set forward on the bowsprit  and jibboom, fore-and-aft sails s e t  
af t  and  two, or sometimes three, staysails set between the fore- and mainmasts. 
After 1820, nearly all vessels lowered their gaffs when furling sails instead of taking 
them up  to  the gaff by hand (brailing). The custom of brailing was, however, still 
evident on some steam vessek much later, such a s  ALGOMA, which wrecked a t  Isle 
Royale in 1885. 

Some writers have asserted that the barkentine r ig was a Lakes innovation. This is 
a doubtful contention and difficult to  substantiate. It is clear, however, that there 
were few appearances of either the barkentine or brigantine r ig on salt water until 
after 1835, some years  after they appeared on the Great Lakes (Cuthbertson 
1931:23l).  
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IUIerchanls arid sailors determined very quir:kly the  mosl profitable rigs lo r  
navigatiori of the Great Lakes. Although there were so ine  variatjuris, primarily in 
small  craft, the sailing vessels of Ihe Lakes are notable l o r  their similarity. All were 
cornbination r i g s  designed -for quick voyages  carrying heavy cargocs in favorable 
wiritls (characteris-tics of square rigs) arid rrisneuvcrabilitV witt i  only s~mal l  crews 
ncccssary  to change sails, coupled with tl ic ability t o  sail c l o s e  to windward to  _ _
m a k e  quick passages upbound (characteristics of fore-and-a-ft rigs). I he r ig of 
choice on the  Laltes early became the achooiier, a t  f i rst  wi th topsail:; and later, 
when  curnpe.ti'tiori with steamers made minirnurn operatirig costs importarit for  
survival, without. Because of the nurnerical strperioritv of s c h o o n e r s  arid their role 
it1 Great h k e s  navigaticin, they wil l  be considered separately. 

Schooner  Develoumeni 

Schooner devcloprr ie ln l  can h e  reasoriably Iraced lo old northern European lwo-mast 
shallop Lradilions. There rnay have k ~ e e t itwo separale sources of developmerit :  one 
for schooners with square topsails or1 the forormist, and another for  those withour 
(Greentiill 1'380:19), Schooners wit% square  topsai ls  m a y  have developed frorri srriall 
square rig vessels that  con'tiriued 'to add ever larger fore-ancl.-.aft sails as 
lechnologic:al developnienls progressed until -Llhey bccarne the  ina i i i  park o l  the  sail 
area. The other line of devc1opmeri.l. m a y  tiavc been frorri t h e  two-.mas.ted shal lops 
carrying only spri i  sails, gaff sails, or ir ianyular sails. The spri.l. sail apparcri.l.ly grew 
larger firsl, becoming quite large i r i  Clijssical ti incs, arid from i t  developcd the 
standiiig gaff with braitirig sail, The brailing sa i l  i s  .taketi u p  or le t  out frorn the yard 
frarn which i t  is suspended or1 square-rirJ:jed vessels  or the rr iast  in fore-arrd-.af l  
rigs. Froin Ih is rig the lowcrir lg g a f f  developed. The origin of the g a f f  sail is 
obscure, hut i t  was cornmon in riorthcrri Enropc iti i he  ltj00s (Grccnhill 'l90(1:'l8--'l9). 

Ttic ga f f  schooner wilhout topsails began .to appear in iIItrstraIions iri rhe early 
'1600s and was probably iri existerrce in t h e  lalc 1500s (Crecrihill 1980:18). Both 
.types of schooner, wi th  and without topsai ls ,  appeared in Colotiial America ii) thc 
early l7OOs. There wcrc generally 7 ' types of vessels classified in Colonial records: 
ships, sloops, pinks, brigantirics, shallups, keiches, a r id  barks. Schooners were  l is .kd 
for  the first iirrre aroutid '17'17 (Chapcllc: 1935:'l I ) .  During this pcriorl, vessels were 
classed inore by .the hull than by the  parCicular rig carried. For example, "bark" was 
used  gcriurically, much like "ship" is today.  

The firs1 schooner appeared on the Great Lakes i r i  'I804 and tho  rig was the mosl  
seen on the Lakes unti l  the end 0.l' the d a ~ sof sail. The 25--ton SURPRISE was built 
a1 Buffillo . ihal:  year  arrd was w o n  fol lowed by MARY, built a t  Erie. The 45-.tulr 
ZEPIIYK, one of t h e  first ships 1;liiriclied aL Clcvcland, was hauled down  the ways in 
1808 b y  oxeri a n d  was of .thc size foLirId Lo be the  bcsl suited to  tho Lakcs trade 
during the first decades o f  t t ie  I\litie.tceiith Century (Ha-tchcr 'I945:138). 

Tho 132-Lorl sctroorier IVIICHICAN was t h e  largest American ruierchanL vcsst'l on the  
Lakes in '18'17. The sh ip was built bv a shipwrigfi-l. frorii t h e  E a s t  and was r igged as 
a d ~ u b l e - . t ~ p s i ~ i lschooner, "rcscrnbling in most particulars Lhc down-.caslcrs that  
ply upori thtl Al'lilntio coast"  {Walker lYI)%:2,93). This vcss;t'l rcproscnls one of the 
major litncs of itiflucnce in tho develoyrrieirl: ol G r e a l  Lakes schooners that of Lha 
Atlantic coastal i rade  in .the cast. As stated above, the .first "clipper" s c l i m r i e r  on 
the Lakes was huilt for riaval service or1 Lakc Erie in t h e  wirrter o l  1812-'13, a lso  by 
an casterr i  builder. It is c lear  tha t  eastern builders arid tlrcir designs were present 
a l  an early da te  in t h e  Lakes area. This line of developmcnt led to  t h e  sharp-modcl 
schooncr uti the L.altcs. There can tie l ittle question as lo . the  flaw of itiforrriation 
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f rom the East. Before 1820 not only shipwrights, but most of the commanders and 
seamen were f rom the  seaboard (Walker 1902:296). 

The "clipper"-model hult, wi th its fine lines and great speed, was a development o f  
southern builders that grew out of the demands of  the Atlantic smuggling trade of 
the first half of the Eighteenth Century. It i s  not possible to establish the exact date 
for  the beginning of the evolution that produced the well  known "Baltimore Clipper," 
but it was probably around 1730 (Chapelle 1935:31). In these early days, the 
schooner r ig demunstrated its superiority over the sloop rig. The schooner was 
very weatherly and could be handled by a smaller crew. It was also learned that the 
schooner r ig could be used in a longer and narrower hull than a sloop. This was an 
advantage for the design of hulls, because it became known during this period that 
when two vessels had the same capacity or  displacement, the one with the 
narrower hull would be the faster (Chapelle 1935:32). 

Large American schooners developed a remarkable degree of sharpness before the 
War of 1812 and the fore-topsail schooner r ig was very popular in the f irst half the 
the Nineteenth Century for  ocean vessels (Chapelle 1935:234). The addition of the 
square topsails on the fore, and sometimes on both masts gave excellent speed 
when running before the wind. This characteristic was desired by Lakes mariners 
when taking advantage of the prevailing westerly winds of the Lakes on their 
downbound travels. 

The second line of influence for Lakes schooner development can be found in the 
establishment of packet lines in the East soon after 1800. It was in the packet trade 
where vessels began t o  carry freight for hire rather than only the cargo of the 
owner. Regularly scheduled departures were set up between certain ports. The first 
vessels employed in this innovative trade were large sloops capable of carrying 
cargo and passengers. Leeboards were in use as early as 1812 on the  Hudson River 
where shallow draft hulls were necessary, and centerboards were common by 1825 
at the latest. (Chapelle 1967:164). In the areas where the distance between ports 
was not great, schooners and brigs were employed. The requirements for  vessels in 
the packet trade were speed, capacity, seaworthiness, and the ability t o  sail on 
schedule year-round wi th  any available cargo. To meet these requirements, sturdy 
vessels were designed on a rather full model wi th flat floors for  maximum capacity 
(lbid:271). The results of this influence on the Lakes schooners were in the fu l l  
h x - m o d e l s  that were to  become the common carrier of the Great Lakes. 

The available depth in the rivers and harbors has imposed l imitat ions on the 
practical draft of Great Lakes vessels to  the present day. The early vessels were 
often abominable sailors. The flat-bottomed vessels in operation before 1820 were 
characterized by a contemporary captain as "dull sailors, some of them could hardly 
claw offshore under canvas" (Walker 1902:291). This was a particular disadvantage 
because ships had to  be lightered of cargo and passengers by small craft due to  the 
shallow conditions of most harbors and an onshore breeze could result in disaster. 
Structural features were incorporated into these early vessels t o  overcome the 
limitations of extremely shallow draft. Before the adoption of Dutch leeboards, slip 
keels, drop keFts, or centerboards, it was almost impossible to design shoal-draft 
vessels that could take advantage of the schooner r ig a n d  sail close t o  windward. 

RED JACKET, a '53-ton schooner, was  apparently one of t h e  first on the  Lakes to  be 
f i t ted with leeboards, although they had been successfully used earlier in the east. 
One leeboard would be in the water at a time t o  aid in sailing by preventing leeway, 
much t he  s a m e  way as the keel of a deep-hulled sailing ship. The board could be 
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raised in stiallow water (Walker 'I Y02:3Ol). Leeboards never heoarne popular devices 
on the Lakes, although they were occasionally used .  Orro reason for their 
unpopularity rnay have been ' that  the leeboards were easily damaged by the  Lakes 
waves. 

The centerboard was ihe rrieihcjd o l  choice to m e c l  I h e  l imilal ioi is of shallow draft 
and the poor sailing qualilies ol f lat-botiorned hulls The r :er i terboard prolruded 
through the bottorn of the 11~111 wilhin ii waterligtil case lo p r e v c n t  leeway 1 tie 
centerboard could be raised o r  lowered frorri inside the hull. 

The irrverrtion ol [ he  centerboard is usually attr ibuted .to a Hrilish naval  of f icer,  Capr .  
Shank. Like many "inventions," i'i: is rnore accuralgly an  at laptal ion.  Thc sliding keel 
as originally proposed by Sharik was B board about thrt!e..quartcrs of the lcrrgth of 
the keel  that was lowered by -tackles through a case .  He la.tcr tried thrce smaller 
separate boards  that proved easier to t ia i td le at id t o o k  up l ess  room in .the hold. 
'[Hiere w a s  a 65--foot culler built to his specifications i r i  'I790 in PIVrriou(lr, Englaiid, 
and a few oil ier  vessels were also buil-t wi th d r o p  keels. They did riot prove 
satisfactory due lo .the -teridcrrcy oC ihe cases  to  leak. Shank fourid i t  di I f icul l  Lo 
convince ihe Admiralty t ha t  his idea was prac-tical, and t h r ?  idea was dropped b y  lhc 
Brjlish (Chapcllc 'I 935:1F9). 

'Hie irilerest in centerboards shi.fted to  .the Uriiled S'tates. In 1870, thnre wcro a 
large tiurnbcr of leeboards in use  in t h e  Hudson Hiver, hut a less curnLiersorne 
arrarigerrient was sought. A riurribtlr of patents wcrc yriiri.Pcd for  types of 
centerboards. The centerboard differed i rorn thc drop or sliding kccls by beirig 
attached o n  .the fo rward  edge hy a pivoi,  will1 I l i e  lifuirig t i l [ ;kl t !  on t h e  a.Rcr end or 
.the board. Afte r  t h e  War of '1812, a nurrihcr o.E largo slooys were bui l l  wi th 
centerboards arid -ltieV were u s e d  in  schooners on  the Chesapeake Day by 11321, arid 
perhaps i r i  lfie G r e a t  Lakes hv '11328, though l l i is  early da te  rrray he doubtl:uI (Ibid. 
'l935:169, 268.) Slip or sliding kecls may have beerr in ~ i s eon the L.akes t.)ePorc! 
1820. C a p r .  Au$gt.~stusWalker, a coiilernporary, recorded in his observations that 
vessels varied be-tween '18 arid t i 5  .totit; b u r d c n ,  aird far "he r n o s t  part were buil-l. 
with slip keeps tielween I817 arid 'It320 (Walker 'I902:300). Cer i l e r tmards  were to  
become .tlie ru le  for  Creal Lakes sailing ships aiid were p laced in brigs arid harks as 
well as scl iouriers. 

l'w (3 tn a I 1- . i n  ad  e ca n a t s a He c: tcd ea rly 11iII c t ec r i t  t i  CeritLI ry La kcs s ctl 00 t ic) r 
developrrierit. The opening of t h e  Erie Canal I r o r n  lhe t - l t i c l so i i  Hiver to Lake Erie in 
18'25 [:reared a rapidly expantliing m a r k e t  for the transportation of passerigars a r i d  
cargo (for a more detailed discussioir, scc C h a p l c r  1 1 ) .  Prior to its opening, rnost  sail 
craft were pu t  out 0.f cornrnissiori for t w o  rrionttis or more dur ing  1 1 0  surrirricc due 
lo  (tie lack of upbound Ircighr: (Walkcr 'I Y0%:304). '.rho Wellatid Canal,  coirslrucled a1 
the Niayara Falls portage, was opcried by the Canad ians  i r r  It329 arid allowed l rade 
between l.akc Ontario a n d  the upper Laltcs. F o u r  of .the five l.akes were .then 
opened 'Lo .tratle, The looks of the Wellarrd C a n a l  could ~ i ( : ( : o r Y i r n ~ ) d ~ i ~ ~ ~a vessel r1o 
la rg)~r.tl iaii 'I00 fee l  long, 26 ' l/2 .feet of beam, and ii dra-f-l o l  l ' l  i e e l  (Barry 
'l973:123). Any rnerchari-t who wished tci ' trade directly with ihc por-ts of Lake 
Ontario tiad to use vessols t h a t  could pass t h r o u g h  the canal  l ocks .  The liniitalioris 
uf the Io(:ks produced a vessel ui i iquc TC) rhe Grei1-L-Lakes ~ - .  the "carialer." 

In the l84Os, cai ialcrs thal were bui l i  a s  large as possihle .lo take opiirnurn 
advantage 0.l' the wonurri ies of scale in the growing derrrarrd for  Irirnsporta.liori ar id 
intertded for Cake Otitario trade, b e c a m e  ria-i-iceably similar ir i  hull shape. l vp i ca l  
clraracteristics were a plumb how, relatively n a r r o w  beam for 'the vessel length, arid 
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flat sides as far fore and aft as possible to  allow for  the largest cargo capacity 
(Barry 1973:124). The hull form was described as "heavy, stubby, a n d  square 
Hollander-type" (Hatcher 1944:ZlO). The stern was square wi th little overhang aft. 
The canalers also had their moveable bowsprits t i l ted upward almost t o  vertical 
when clearing the locks. As their size grew beyond 100 feet in length, it may be 
assumed that some sort of longitudinal reinforcing was used. The canaler was the 
first distinctly Lakes vessel type, a product of the environmental and economic 
conditions of the Lakes and developed f rom revised technology specially adapted 
from the eastern shipbuilders. 

Development of Structural Support Systems 

Intense competition in the eastern packet trades fueled the design of larger ships on 
the Lakes. These ships were required t o  carry heavy cargoes, often in bulk, and sail 
well in any weather to  meet their schedules. There is a structural problem, 
however, when wooden ships that are required to  carry heavy loads are lengthened. 
The ends of the hull tend to  droop and cause the keel to  arch. This condition, 
known as hogging, compresses the bottom planks a n d  puts the deck planks in 
tension, weakening and changing the hull form enough to  open up serious leaks. 
This problem especially plagues vessels with narrow beams and fine bows and 
sterns due to  the relative decrease in buoyancy in these areas when compared t o  
the midsection. 

The French were probably the f irst t o  attempt the prevention of hogging by the 
addition of longitudinal members and stanchions set on the keelson. In 1746, they 
built a vessel with diagonally-planked ceiling (Chapelle 1967:207, 269). The British 
studied the problem i n  the latter part of the Eighteenth Century, a n d  again after the 
War of 1812. A series of reforms in vessel construction was carried out by Sir 
Robert Seppings. These reforms became known as the "Seppings System" and 
included the addition of internal diagonal bracing a n d  fil l ing in the spaces between 
the floor frames in the ships of the Admiralty (Lavery 1984:43). During the British 
investigations into the problem it was discovered that the more flat sided ships 
tended not to  hog because the hull planks provided additional longitudinal support, a 
condition that may have benefited the early canalers. 

Hogging frames and trusses of wood were used in the eastern river steamboats as 
earty as 1820, and by 1837 experiments were being made with diagonal wood 
planking placed inside the frames wi th  no additional ceiling in order to  save weight. 
Diagonal iron strapping was begun by the British who first placed i ron straps across 
the inside of the frames and partially covered them by ceiling planks (Chapelle 
1967:270). 

Other methods to increase longitudinal strength were tried. Improved scarphs ,  edge 
fastened hull and ceiling planks, and the caulking of the ceiling planks a l l  met with 
some success. 

Developments in Form and Technology 

Between 1817 and 1820 sail vessels grew in number, but not  in size. These vessels 
varied f rom 18 to 65 tons burden and most  contained a slip keel (Walker (1902:300). 
The shallow draft hull had a lot  of deadrise  and during this period rarely exceeded 5 
feet; that was the depth of water on the St. Clair Flats in the Detroit River. The 
53-ton RED JACKET was built in 1820 and was the first merchant vessel on the 
Lakes with bulwarks; all previous vessels were built with rails and stanchions a n d  
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were wet  sailors. Solid bulwarks were  necessary bec;atise l i l D  JACKE-I had Iit'Lle 
freeboard wtieri loaded (Walker l902:295, 30'1 -30%). 

The typical sail arrangernent  for schooners was with (me or Iwo square sails or1 .the 
foremast arid gaff' topsail on the rriaiti, The sqiiare sails would tie placed above t h e  
crosst recs.  Am>rher arrarigcrnent was to  h a n g  a large square sail f r o m  a yard 
placed a l  t h o  hounds (jtisl be low the crosstreos). This sa i l  hung down altrlosl: to Ihe 
deck ai id was called a runner (Cu'tt ibertson 'I93'l:%'J3). 

After '1820, m o s t  vessc:Is fur led .their sails Irv lower i i ig  .the ya.Il rather t h a i i  by 
brailing. The loosely woven  .flax sailcloth f~eg;i i i  to be replaced bv t h e  tilrJtiCor and 
more LI t i  ifor r r i  loom-_woven  co 11011~-d uc k t: lo 1ti. Tti is ha r-ti ti r i  r l  d CIrat) 1t' s a iIclot t i  was 
devefopcd in  IVlassachuserrs and became s.lai,clard a l l c r  t he  War o f  '18'12 (Chapellc 
1967:2 'I 1). 

There were  rrianv tectirrical developments ill addi l io i i  Co those 0-r'sails. l r i  .I 823 ,  the  
f irst chains were en-iplovetl as anchor (:ablcs. They were irilrodut:ed or1 thc 
sctiooners IVIICI4ICAM, RED JACKL I a n d  E B I C  (Walker 'I Y02::302). Cle.twet?ii t h e  years 
'I820 and '1895 rnar iv  new irrrrovalioris appeared. Rod riggirrcj and turnbuck les ciirnc 
inro gcrreral use in  t l ie  1820s arid 'I 830s.  Goarcd capslai is  ar id  wiritllasscs, 
iro r i  -. s L ri i  p 11cd bIo[:ks, gea red s i ecr irig, t i  oId ve r lI'i 1ato rs, g (3 are (1 w it i  c he s, rr ew in a sl: 
arid spar ironwork, improved rnarirrc? s.tovcs, and water  c losc ts  appeared duriricj t l i i s  
per j od (Cha p eIIc 'I 96 1:219).  

By 1846, Ihe reg is ie rcd  IJ.S. L.akt: lot ir iaye had roa(:ltud lOli,83G i o n s .  This was a 
rerriarkablc g row l t i  from .the 56,252 tuns  regislc:red in  l1141. -Hie rrirmbar o-f rrraririers 
a l s o  irrcreascd accordirrglv i r o m  3,750 i r i  I84l t o  6,972 irr 'I%'lcj~ T'ticr-c were  59 
barks aird brigs w i th  arr avcrago torrriage of 230. ' [ h e  nu inber  of scf loo i iers  i r i  t he  
w i n e  year was 319 w i l h  ai-i avct-age loriria<g~eof '15%. Sloops a r i d  scows i iveragcrl  46 
tons (corripilcrl I ro rn  Abor t  -I 8413:8,24). l ' t ie cjrow.tli o f  - tontiago of bo-Lh sa i l  arid 
stearn vessels or1 t h e  I.altas a i r t i  i t )  -tlic U S  is depic ted in IFigurc 2.2 i n  Chapter II. 

Stcarn Vessels~.. 



bordering the Upper Lakes was said to  have quadrupled in the eight years previous 
to  1840 (Mansfield 1899:1:634) as a result of that influx. The Lakes steamers ranged 
from about 85 feet (150 tons) t o  nearly 185 feet (800 tons). The steamers ILLINOIS 
(1837) and GREAT WESTERN (1838) were the largest and finest of the steamboat 
fleet. ("Steamboat" on the Lakes invariably meant side-wheelers.) 

While steamboats demonstrated many advantages over their sailing contemporaries, 
they could not  navigate between the Upper Lakes and the Lower because of the 
bottleneck effect of the Welland Canal. Any steamer that was large enough t o  
battle the elements and capacious enough to  make a profi t  in the competit ion for  
cargoes was much t o o  large for the 100-foot locks (Hatcher 1945:121). Even after 
the canal was enlarged in 1845, it would only accommodate vessels 145 feet long 
and 26 feet wide. As a result of  this impediment, a l l  of the freight bound for 
Oswego, Toronto, or Montreal was necessarily carried in schooners. It was in this 
setting that several Lake Ontario vessel owners began t o  experiment in 1840 and 
1841 with a brand new steamboat technology that might enable them t o  compete 
more effectively wi th Buffalo for  the trade of the West. They bui l t  the first "steam 
schooners," adopting the efficient new machinery recently developed by Swedish 
inventor John Ericsson (Barry 1973:52) wi th screw propellers. The first 
screw-powered commercial craft i n  the United States was the 63-foot towboat 
ROBERT F. STOCKTON, built in England in 1838 and sailed across the Atlantic in 1839 
to  serve on the Delaware and Raritan Canal (Baker and Tryckare 1965:42). Although 
a srnatl screw steamer called ERICSON (Registry of Merchant Shipping, Montreal 
District, Sook 175:102) was built at Brockville, Canada, in 1840, the 138-ton 
VANDALIA is usually credited wi th being the lakes' first "propeller," as that class 
came to be known. It was built a t  Oswego, New York in 1841, and was the f irst 
s u c h  craft in the Lakes above Niagara. Three other "propellers" were built that  year 
in Canada, and two  more on each side of Lake Ontario in 1842. 

Contemporary newspaper accounts describe VANDALIA as a sloop, and several other 
of the first propellers as  "steam schooners." It is clear that they were al l  built as 
sailing craft, with boilers, engines, and screw-propellers introduced after their 
completion, sometimes at ports quite distant f rom the shipyards where they were 
constructed (Cobourg Star May,4 1842). It appears that the Ericsson wheels were 
intended to  be the primary means of propulsion even in the f irst of these vessels, 
rather than an alternative t o  sail power or for use as auxiliaries. In t h e  case  of  
STOCKTON, the ship was sailed across the ocean without i ts propellers, and then 
fitted out t o  operate under steam only after arriving in the sheltered waters of the 
American canals. In spite of the owners' evident confidence in the new technology, 
a l l  of the early.propelters carried sail rig, and indeed most  of them were capable of 
sailing faster than the five t o  eight miles an hour they ran under steam (Finn 
1979:100), though at no predictable or consistent rate, because of  their dependence 
on wind conditions. 

VANDALIA and its contemporaries on the Great Lakes were all buitt to  carry 
passengers and freight, while the pioneer screw-powered craft built in England 
were, almost without exception, towing steamers (Baker 1965:41ff). VANDALIA was 
designed t o  trade through the Welland Ship Canal and to  divert some of the 
lucrative Lake Michigan trade from Buffalo to  Lake Ontario ports (Finn 1976196). It 
demonstrated that propellers could pass easily through the narrow locks, while 
side-wheelers could not. Thus the advent of the propellers was a turning point in 
the economic history of Lake Ontario and St. Lawrence River ports. The propellers 
helped diminish the Buffalo trade monopoly. When the St .  Lawrence Canals were 
completed a l l  the way t o  tidewater in 1847 and 1843, propellers could run all the 
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way from Chicayo 10 IVlontrcal. Schooners cocrld r iavigale Iho same route, o l  
course, but they had to be  towed ups t ream a i  greal  expcrisc 

When t h e  first propellers were built, the rrraritirrie indust ry  of the Lakes was  
guardedly optimis-tic. The ships' owners  arid inves-tors, oil Lhe other hand, expressed 
boundless confiderice. The Kingstori  .Gaze-He &~ .. ... Chronicle~ said of the propeller 
LONDON in  Jiinc '1842, "these vessels f i t ted witt i  t he  Ericssoti propul lc rs  ... will form 

.. ..--a new era in  the  h is torv  of navigation." 'Hie Oswego .Palladiuin (Dcc. 'I, 184.1) said 
of VANDALIA, "We are f i rmly  persuaded t h a t  this eri terprise rnarks  an epoch i n  The 
progress of the Westerri tradc!" ti1 fact, .[lie propel lers  secrri l o  have perforir ied 
admirably, and the whole indus-try was quick to ackinowledgc the i r  advanlages over 
both sailing cra-ft arid side--wheel sl'caiiiers. 

The sail ing cra-ft of t h e  Lakes f lee t  were  all .I:uric-LiotiuIly yet icra l -cargo carr iers. 
Whether they were sloops, sctrootiers, brigs, or barketitincs, a l l  carr ied whatever  
cammodi-t ies were  offered .for trade. Their cargoes  irrcluded passengers, l ivestock, 
bulk and package cargoes, or even such specialized payloarls as srriall buildings, 
locomotives, and ro l l ing stock.  Few of t h e  ships werc adaytcd fo r  specif ic cargoes, 
although tha t  wocild chariye to  sotnc srii i i l l  degree in  the last days  of t he  Age o l  
Sail, wficri every effort would be m a d e  to  curr ipcio for cargoes wii-l i  ,the 
mu shro o I n i n g  nIImbers of s tea r n  .frciglite rs. 

W tie n s idc .-w ti e e lers  w e  re in t roci 11 ce d t o  't 11 e c orrirrie rc ia 1 .t r a tle 5 ,  they  f u t i  (:ti o r i  e d 
largely as cargo carriers, a l though tt ieir particular stritabiliiy as passetiger 
convey a n  c e s soon beca me ohvio11s . Fa s L, c oti1To r la I>It? a 11d d e peri d a ti Ie 
transporiation were prerequisites for  .[tie passenger wade, and i L  was also desirat)lt! 
for l ives lock a t i d  -the more valuable package  cargoes sucli a:; por- is l iable -foods, 
l iquors, furniture, i i iai l, ar id precious rcictals l ike copper and si lver ore. For th is  
reasoir, side-wheel steamers teridcd to  carry certai i i  cargoes  more than  oLliers. 
With .the excep.i-ior1 of  passeriyers, i-i:was no1 so rnucli bccaust! t hey  were dcsigi ied 
to  accornrriadate .those c a r y u c s ,  b ~ i t  s imply  because  .they could rriove .ttierri 
expeditiously. The cargo spaces were geircrjc, just as Phey were  i n  schooricrs al: 
t h e  t ime. The advantages or feret l  by a sleairiboat operator was f a s t ,  e f f i c i c i i l  and 
predictable delivery, bu t  it was a t  considerable cost, because s.tcai'oers were  rnuch 
ti iure expcrisive lo  bui ld  and lo opera'lr? ttrari sail ing ships. 

$.Learners usually cost several t imes as  rrruch as  sail ir iy shil ls, ba th  i n  ini t ial  
irives t mcnt and operation. Pro 1) 11 I s io r 1  t r i  ar: 11 iri c ry ,  i n  p a  r I:tc ci Ia r, wa s exp e ns ivc-!. The 
steairicr CI.EVELANU, for ir islanco, was bui l t  i r i  'I 831 for $22,500, tiut its rnacti inery 
cost ariult ier $50,000 (Detroit  Daily.. Advert iser _ _~ ~ Sepl. 2'1, 'I84a). Uet:ause t he  engines 
and boilers wei-o so  costlv, they were of lerl  used in  more Ihan one ship bc-?foret h c y  
were discarded as  scrap, soruietjrries serv ing in  .three or m o r e  d i f ferent  t i~ i ! Isb d o r o  
t h e y  were worn o u t  arid uselcss. A classic exariiple was i h e  engine of the stearner 
CANADA, bui l t  in  1846, which  was used af lerward in  t l ie side-wheelers CASPIAN 
(l851), E. K. COLLINS (1853), arid IVOR-TI i  WEST ('1867). I 'he engine was Fir ia l lV junked 
in 1876 aftcr surv iv ing severat wrecks arrd fires ( t iey l  'I Y69:'106). Stearners also 
required c o r d w o o d  for fuel, i r sua l ly  consuming t w o  or t h r e e  cords  per I~OLITat t l ie  
cost  of $80 to $125 per day (Mil ls 'l5llO:'l30). They employed larger crews .lhari 
schooners did, i i s  wel l .  A large slearnor reqirired up  to for-ty i n  the crew, w l i i l e  .the 
largcst Great Lakes sailirig craft ,  even will1 sqtrare rig, carr ied only 'twelve. Hecause 
of the difference in  resuk ing  f re ight  rates, s teamers carrie to dortiiriaic the  
passetiger trades arid 'to carry se lected cargoes, but other  less valuable coiri ir iodi.t ics 
were trarisporlcd in  the more  numerocis sailiriy c ra l t ,  a r i d  predictably they  'took t w o  
or three .times as  long to  reach their destinations, a lbe i t  a t  rrioro rnodesr costs .  
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Screw steamers or  "propellers" served exactly the same purposes as did 
side-wheelers. They were built wi th the same general configuration as  their  paddle 
wheel predecessors, most frequently being double-deckers with main and spar deck 
and a passenger cabin on top. They carried their cargo between decks and in the 
hold beneath the main deck. Their 'tween-decks cargo space was served by a 
series of freight openings or gangways in the side of the ship, usually several to  
each side. The freight was carried in packages such as barrels, boxes, bags, or 
bales, and it was referred t o  as "package freight." It was loaded by gangs of 
longshoremen using hand-trucks or dollies, brought aboard through the gangways, 
and either stowed on deck or  lowered into the hold through d e c k  hatches, using 
overhead tackles or winches. "Bulk freight" like coal or grain was simply poured 
into the holds and removed by buckets. Loading was a very labor-intensive 
process, often involving dozens of dock workers under the supervision of the ship's 
officers. The process was similar in both side-wheelers and propellers. 

Propellers were soon found t o  be very economical ships. They were much cheaper 
t o  build and outfit than side-wheelers. Their machinery was simpler and far less 
expensive. They also proved to  be more economical t o  operate. They burned about 
one-fourth the fuel of steamboats (Mills 1910:130}, and  required about half the 
crew. Moreover, a propeller could carry f a r  more freight than a side-wheeler o f  
comparable tonnage, because i ts machinery was so much more compact. The 
engines and boilers in a side-wheel steamer had t o  be located nearly amidships, 
where they often occupied a major port ion of  the hull. Propeller engines and boilers 
were placed far in the  stern where they displaced little cargo and occupied much 
less space (Mills 1910:129). All of these factors made it possible for  propellers to  
offer freight rates somewhere between those of sailing craft and side-wheelers, and 
this meant that propellers could compete for  m u c h  of the less valuable cargo tha t  
had previousty been carried economically only in sailing ships. Not long after their 
introduction, propellers began t o  gather contracts for  larger and larger proport ions 
of the flour, grain, and provisions shipped down the Lakes. 

The number of propellers o n  the Lakes grew rapidly as  the vessels demonstrated 
their strengths as efficient, economical carriers. Several cornpanies organized 
around 1850 t o  carry freight in connection wi th the Erie Canal or with the various 
railroads running to the eastern end of the Lakes f rom the coast. Among the new 
firms were the American, Lake, Western, and Northern Transportation Companies, the 
New York and Erie Railroad Line, and others. Each of these companies bui l t  fleets 
of  screw steamers. Setween 1840 and 1849, 81 propellers were built a t  Lakes 
shipyards; during the next ten years 133 more were added; and during the 1860s 
another 88 were built, not  including screw tugs (Labadie 1981). The journalists i n  
1841 and 1842 had correctly predicted that propellers would revolutionize the 
carrying trades. 

Screw towboats or  "tugs" appeared on the Lakes short ly after the  first propellers. In 
fact, the first screw steamer in the nation was bui l t  for towing and not for  cargo a t  
alt, and it is not surprising that the type was readily adopted on the lniand Seas as 
well. The f irst screw steamer on the Lakes known to have been bui l t  f o r  towing 
was the l l l - t on  CLIFTON, built a t  Dexter, New York in 1847. 

Several suspiciously small screw steamers were registered a t  St. Lawrence River 
ports in 1843 and 1844, a n d  as side-wheel tugs  were known to be employed in t h e  
same district, there was a demonstrated need for towing craft. Buffalo newspapers 
indicate that several side-wheelers were in use as  towboats on the Niagara River 
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and the Erie Canal by the mid-forlies, too. There can be l i t t l e  doubt . that there was 
a lremeridous demand for  towing vessels, arid literally hui idrcds of them were built 
during the next decades. At least t w o  screw .tugs were built before '1850, more t han  
a hundred during the fifties, arid riearly 400 irr ,the sixlies (Labadie lc381). They were 
t h e  first diversions frorn .the passenger a r i d  .freighl style of screw slearrrer or1 the 
Lakes. In later Vears, other types of tugs were also introduced for special ized uses.  
When t h e  trade in lumber grew after .the Civil War, log rafts were often floated lorig 
distances to lurnber mills; rartitig or  "outside" tugs were tieveloped a t  that 'tirne. 
Unlike .the coriirriori "inside" (harbor) .tugs, the raft tugs were large double-.declters 
with very powerful engines. Their bows were ericlosed or "housed-in" s o  that llrey 
could operate sa-fely on the  open Lakes. Sorrre of t h e s e  ruygcd cra f t  measurcd 'l6U 
feel in length, although '120 .iect was average. "InsitJe" lirgs were usually G O  to 110 
feel long. 

Wi.thin a few years of the  iritrodtrt:.tion of ,the propellers, the  first all-.frciglit screw 
steamer was Iruill. I-t was thc 2SI)--Lori SAIVIPSON, built in '1043, a '135-foot cra-It 
with ttie capacity for 300 tons of cargo. It carried package freight or l ivestock arid 
was the forcruriner of t h e  "package -frcighlers." Package freighters were screw 
slearners with double decks a r i d  gangways jusl like propcllers, h u t  without 
pasccnger cabins ari t h e  s:)er dut:ks. Becatisc -there w a s  so liL'.le di.fference ketwecrr 
the two types, many ships were charigc!d frorrr package boats t o  propellers or vice 
versa by t t i e  addition or rernoval of cabir is.  Changes of -this riature were cornrnuri 
durirrg Phe days of wooden ships, when cabitis could he added or  dismantled a t  
rnodest cost as changes in the 1narke.t required, or de ler iorat ior i  o.lr the ship 
clictaicd. This was r i iosl  curnrnorr during the '1860s and 1UILls. As the tide of 
imrriigraliori and selLdernrtrit slowed in Ihe region, the proporljotr of 
passerrger-carrying propellers dwiiidlecl arid inore of t t i e  propcl lcr-type vessels were 
sirnply built without cabiris. During .the '1840s there were 79 propellors bui1.l. arid 
only t w o  pacltage freigtilers. In L I E  sixties there were 7% propellers arid 'I6 pacI;age 
freighters. the sever i t ies  ttierc were 56 propellers arrd 3'1 package-boats huill. 
After 1880, few passenger and freigl i t  proyel lors were buiH, a l i t i o t i g l~  more packagc 
freigbtcrs were added uti.r-il r l t e r  t t i o  tirrri of the ccrittrry. The propellers were 
largely siipplarited by cruise ships a n d  excuriii(sr1 b o a l s .  

Screw slearriers in general, itir;Iudiriy package freighters, propellcrs, arid l a t e r  
varian-ts, terided Po grow in  size much like sailirig craft.  All were irrfluerrced by  .[tie 
same factors. T h e  1arges.l: ships would carry their caryci a t  t t io cl ieapest rates, but  
ttieir y rowlh was lirri j ted by cana l  syslerns, shallow cotincr:.Lirrg chitnriols, arid 
shipbuilding tct:hnologV, a l l  of which irnproveti  as  tirric pas!;cd. VAIUUALIA aird i t s  
ruririirig mates were less - the i i  'IOU f cc l  long, havirig becti built .for the  first Wcllatrd 
Canal. After 1845, virtuiilly no propellers were built less. t t i a r i  I40 feet in lei igth, 
because .the Walland had been enlargod a n d  improved wil l \  l50--foot IocIts. IVlusl of 
the propellers built dciririy a r i d  a.fter Ilie 'Ii35Os wercl not requi rod to pass  througli 
the  Wellarrd a t  all, and so m a n y  of . I t ie in were bui l t  larger than 'I 50 feel. In spite of 
Ihe carials, the average size of new propcl lcrs grew f rom 14'1 feel: (337 .toris) in '1845 
to 'I82 feet  (641 tons) irr 'Ititi2, arid .tu 220 fccl ('1,300 lor ls) in 1827 {tabadie l98'1). 
Because the Wellarid sys-Iem was iwt oiilarged agairi uritil 'I 884, il can hc itiferred 
that 'this progression reflects the faci  i l i a 1  mosl: of the la l l c r  day propellcrs arid 
package freighters were "Upper !.akes" craft tha.1 [,pet-alcd ; i b a u e  I.ake Orilario; i.e. 
f rom Buffalo to Lake IVlichigan or Lake Superior ports. Relativt!ly few ran .through 
the Wellarid '10 ports farther cast. When 'the loclts were enlnryed in  '1884, the iypical 
220--foutors r:ould navigalo all .tho way through the St.  Lawrence Hiver 10 tVlori[roal 
arid the seaboard. 
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Wooden screw steamers, like side-wheelers, required extraordinary means of  
strengthening their hulls as their dimensions grew beyond 150 feet; when their 
lengths surpassed that figure it was necessary t o  add t o  the hul l  structure some 
form of a truss t o  provide longitudinal strength and rigidity. The technology was 
borrowed f rom the side-wheelers of the Hudson River, and arches, trusses, or 
hogging chains were bui l t  into the fabric of the propellers. The most  common form 
of strengthening propellers became the "Bishop arch" or  crown arch, a simple 
curved arch extending f rom the deadwood at the stern to  a point high over the ra i l  
amidships and then back down t o  the deadwood a t  the bow (for an example see Fig. 
4.2, Chapter IV). The chord or arch was supported by a series of parallel, vertical 
stanchions that were t ied into the vertical frames of  the ships on each side. These 
powerful structural elements towered over the cabins in many propellers and 
package boats, and they were the hallmark of  Lakes craft for  manv years. Such 
structures were not necessary in ocean vessels because of  their  deeper, more rigid 
hul l s .  The few wooden propellers which were built on the Lakes after 1880 often 
employed internal arches of iron i n  their construction, so that they were able to  
eliminate the distinctive external arches, and many earlier propellers that were fitted 
wjth arches eventually had them cut down or truncated by using iron or steel straps 
along the sheer strake or rail t o  replace the arch. An example of various types of 
structural support systems see the discussion of CUMBERLAND, CHISHOLM and 
MONARCH in Chapter V. 

With the Civil War years came the beginning of a shift in the commerce of the 
Great Lakes. Railroads had penetrated into the West, cutt ing into the lucrative 
package-freight business. There were still enormous quantities of foodstuffs and 
manufactured goods to  be transported by ships, but less and less was the profitable 
package cargo, and more and more each decade was bulk material such as salt, 
grain, coal, or lumber, all of which generated smaller prof i ts f o r  vessel operators. 
The Civil War years were "flush times." They marked the slow, steady recovery from 
the terrible effects of  the 1857 Panic, but they went far beyond recovery t o  a real 
boom like that of the l a t e  1840s. Immigrants a n d  pensioned-off Union veterans 
swarmed into Minnesota and the Dakotas and began till ing the r ich Red River Valley 
soil. Immense quantities of grain began t o  f low from the West across the Lakes a n d  
into the East. Enormous markets for  building materials were generated by 
Reconstruction i n  the South. Coal was delivered to  Lake Michigan and Lake Superior 
docks for distribution by ra i l  t o  a great Western hinterland. Demands for lumber 
could scarcely be met in spite of prodigious output f rom the Saginaw Valley in 
Michigan, and hundreds of Lakes craft turned t o  that trade. For several seasons, not 
enough ships could be found t o  meet the demand. The Detroit Free Press (March 
31, 1864) observed, 

The class of vessels most earnestly sought a re  those 
best adapted for t h e  lumber trade. Nearly at1 our spare 
vessels in this locality have  been disposed of, and ... a 
dozen more would m e e t  wi th ready sale." 

Because of the weakening traffic i n  package goods, many propeliers and package 
freighters were idle, and so they turned t o  the bulky unremunerative lumber 
cargoes, but their profits were small because few of the ships were really suited for  
that commodity. 

One prominent vesset owner found a practical solution for the scarcity of lumber 
carriers. He purchased t w o  of the great passenger side-wheelers which had been 
retired a t  the t ime of the 1857 Panic a few years  earlier. Several of the craft were 
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idle arid ro t t i r ig  in Buffalo arid Cleveland, a n d  -they were  offered fo r  sale a t  a f rac l ion 
of their or ig ina l  value. He dismari-f led 'them arid rriadc barges of ttierrr, eruiploying 
power,ful tugs to t o w  [he r.rramrnotti Liargas to ,the Sagii iaw t3iver to load pine 
lurnber. Each of the  craft was  found to  have eriorrrlous capacity: u p  to f ive t imes  
thaf of corlterriporary propellers. By tow ing  two or more of the barges, t h e  operator 
found  a cheap rnearis t o  move the bulky cargo to  market, a n d  make the l umber  
trade profi table for the firs-L.t i m e  (IViansfislcl 'I89~J:'l:4'14). This was the star t  of what 
w a s  known as Ihe "consort systetn," wh ich  revoli.rtionizetl (lie carriage of bulk cargo 
on the 1.iIkes. The system was ernpluyed in  a l l  of .the hulk . l rades  uritil .the tu rn  o-f 
the  ceirtury,  and  it resul ted in sharp decreases in shipping cos l s  nol only  f o r  lutriber, 
but io r  every o'lher bulk corrrrriodi.tV a s  well. 

Between 'I86 'I arid 1870, dozeris of superarir~~iatetipasseriger c ra t l  were  rnade in-to 
lumber barges, and o-ftier ships were  bui l t  ,froin t h e  keel u p  as barges. ln addit ion, a 

of steamers a[ipeared. These i iew vessels were  screw stearners with 
schooner-buill. woodcri hulls. They were bu i l l  w i thout  ericlosed .freight decks, but 
rather were  single-decked w i t h  srnall, corrrpacl cabins a t  t h e  slern. This pat tern 
was said to have been  i n l roduced i r i  184U i n  a l i t t le  screw sieantcr called I'ETHEI-, 

~~which was bui l t  io haul Itirriher (Lletroil: Free Press (May '13, 'l873), but there  W ~ I Stoo 
l i l i l e  detrrarrd for luiribcr then, a n d  t h e  ship was no1 prol i tabte. "Slearnharges" were 
ir i l roduceti  again i r i  I865 wiih ,the cotislruc.Lic,i? of the 'I 'I 5-fool THADEtl i r i  IVlaririe 
Ci ty  on Iht! S t .  Clair River, and .i:1icy were  z i t i  irnirnediate su(:cess this t ime, partly 
because oT the ricwly adopfod cnnsor t  systciri. The De l ro i t  Free~~~ ~~~ ..-_._____ Press (June 26, 
1866) cornrrierrted: 

A new arrangctrrtlriI: is  bcir ig inaugcirated fo r  t l ie  
t ranspor tat ion 0-f lumbcr, corisisl ir ig of I k e  use of 

ur 11os e -1. t i  evprupc I Ie rs c sp c I: i;IIIy a d a [I led f o r t t i  e I-, 

have ti0 upper works  fo rward  0-l' the engirre roorri, w h i c h  

gives space  for addi.tiorial cargo. Several are n o w  

rii r i r  Iir i  g.  


These e l l i c ie i i l  l i ltlc sthips were  dcsigrred LO L O W  barges, but  also lo car ry  lumber  
thcmselvcs t v c r y  effort was rniJde l o  maxirnizt? the  capaci ly  for lu rn tx r ,  arid 
because t h e  vessels were pal lerrred a f l e r  thoir consort barges, Ihcy were  known a s  
"ste a rnb a r 9 es " 

A handfu l  0.f small  s ide-wl icc l -powered lurriber sieair iers were  t)ciiIt i r i  the 
mid-sixlies t o  carry cordwood aiid l u t r i b c ~ t - in shallow r ivers  .Iributrrry to rtte Lakes. 
A1 loast f i f teen  or twerity were  built around Toledo and Sandusky, or a t  Detroi.t, Port 
Huron, or Saginaw. It was riot u r i t i i  t l ie  -f irsf screw-powered stearnbargcs were 
coris,trut: tot l ,  however, that  luniber stearners were really arfal)'tccl to t o w i n g  barges 
and to  opcracirrg on the exposc t l  walers o-f fhc o p e n  Lakes. l'hcse vcssel:; rnoved 
very s lowly wherr l o w i n g  a s t r ing  of l o a d u d  barges, of ten  nn  rrmre I t ran f ive o r  six 
inilcs an hour, and thcv were  sust:splible to  heavy weat t ier  dai~iagc. Side---wheel 
stearnbaryes, a s  a r e s ~ l i ,p roved irnpi-aclical cxcep l  f o r  t h e  shc l te rod  waters  o f  
r ivers a n d  bays. 

The Lypic:al stt-!arrtbarge rrieasur<?d145 feet i n  leiigtli and carr ied ahout 350,000 feet  
of Iurriber, although ships of that  c lass  I-arrgcd from 80 or 90 feel. t o  fully 200, arid 
some hauledrvrore that1 a r r i i t l i on  hoard .Pcs-t. All s'iearnbnrcjes w e r e  single-decked 
craft l ike their schooner i 'orctiears. Most had rair;ed poogdeclts. The earliest 
stearnbiirges had their pi1othoc.rse.s aft, but after 1880 most  carried [liein on a raised 
forecasl le wi.tti a well--doc:k bclweerr b o w  a n d  s tc r i i .  IVlost stearnbarges were f i t ted 
witlr a t a l i  mas t  near the bow where they usua l lV  spread a s ing le gaff- r igged sai l  
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and a jib. The larger boats built after 1880 often had t w o  or even three masts, and 
because they carried working sails, most had centerboards (another link t o  their 
schooner-rigged cousins). A prominent structural feature of  t he  early steambarges 
was the hogging arch, that same bridge-like truss used in larger Lakes propellers 
that towered high above the rails a t  either side. Because the steambarges were 
smaller vessels wi th a lower silhouette, the arches appeared [arger than they did on 
the passenger and freight propellers, looking a l l  out  of proport ion to  the small 
steamers. Some builders substituted hogging-chains or iron rods wi th  a single 
Sampson-post near the after end, but i t  was not until internal bracing was perfected 
around 1880 that the steambarges could dispense wi th  some sort  of very visible 
external reinforcing. In the older steambarges the arches so complicated the 
loading of  lumber that dock gangs were paid a premium t o  load them. 

Steambarges, some of which were called "lumber hookers" or "rabbits," carried their 
lumber cargoes in the hold and stacked high on deck. Some carried square t imber 
or logs as well as "deals" (cut lumber), shingles, cedar posts, or railroad ties. The 
cargo was usually piled on deck to  heights of twelve or fourteen feet, and the 
consort barges carried similar loads. Most tows consisted of three or four barges, 
but some of the more powerful steambarges were known to t o w  up to  eight or  nine 
a t  a time. ANTELOPE, a former passenger and freight propeller, regularly towed 
eight loaded barges extending more than a mile from the steamer t o  the last of i t s  
consorts (Mansfield 1899:1:517). Like most of its contemporaries, ANTELOPE traded 
from Saginaw Valley ports all the way t o  Buffalo and Tonawanda, New 'fork. The 
huge lumber cargoes were all loaded and unloaded entirety by  hand. 
S 

The consort system and the steambarges caught on very quickly. Forty-five were 
built before 1870, and a number of passenger and freight propellers were also 
converted for the same use when their cabins were removed and their spar decks 
cut down t o  accommodate lumber. More than 20 were rebuilt in th is way by 1870, 
and dozens more were made lumber steamers in the next decade. Nearly 600 
stearnbarges are estimated t o  have been bui l t  during the thirty years between 1870 
and 1900 (Labadie 1982). The lumber business moved t o  the Pacific Coast  around 
1905, and the use of steambarges on the Lakes declined sharply after that. Some 
were employed carrying salt, coal, sand, iron ore, and some lumber fo r  a few years 
more. 

The practicality of the consort system was no t  strictly limited t o  the  lumber trade. 
Some of the first steambarges were occasionally used t o  haul grain and ore cargoes 
when the rates were right. The little steamers and their barges were not  entirely 
suited for  these cargoes, but what they lacked in capacity they made up for in 
efficiency. They ordinarily had too  little capacity below deck and were usually fitted 
with rather smal l  deck hatches. Iron ore and grain had t o  be kept dry during 
transportation, and so h a d  t o  be carried below deck where the cargo could be 
entirely enclosed and protected f rom the elements. Both ore and grain were loaded 
by the gravity system, and in vessels wi th small hatches i t  was necessary t o  do a 
great deal of costly t r imming of the cargo, redistributing it in the hold so that the 
ship rode on a n  even keel. Small hatches also made unloading difficult. 

Capt. Elihu M. Peck of Cleveland devised a ship in 1869 that would meet al l  of the 
demands of the ore and grain trades. It was t o  be double-decked, w i th  plenty of 
space below decks for dry bulk cargo, f i t ted wi th wide hatches evenly spaced to 
match the 24-foot spacing of the loading chutes a t  Marquette's ore docks. It would 
have the capacity for  1,200 tons of ore and be provided wi th  engines powerful 
enough to t o w  one or t w o  barges as  large as the steamer. The result was the 
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210- foo l  bulk f re ighter  13. J. I I A C K E T I  (-Irue 'I 95613). Bulk freiyh.ters had the i r  
pi lothouses far f o rward  to  i rnptovc visjbil i ly, and the i r  inat:fiinery, l ike t h a t  c)f 
stearnbarges, was  placed in tho  storri. They usually had th ree  o r  f ou r  ,tall rnasls 
wi th  sail:; lo  s'tcady -them and liclp power Thcrn. This pract ice o f  carry ing sails was 
abaridoried arourrd 'I 890 b e c a u s e  of i inprovernen-ts in  stearn engines, arid the  
construction of bridges in r n a r ~ yor the Lake Erie harbors rrrade t a l l  spars impractical. 

Bulk freighters were  profi table tiec:auso .l-liev carr ied large quanti t ies of bulk 
commodi t ies  econorri icallv. For this reasun, .few bulk  freighters rnieasured less t t iarr  
200 fee-t in  letig,ih, cveri wlicri l l i c  t y p e  was f i rs t  ir i lrocluccd. They were only 
compc-ti-t ive i.f t hey  were  large, aiid so they have a lways beer i  built as large as  
technology a r i d  sai l ing coridit ior is wou ld  al low. I ' h e  coris-truct ioi i  of itiese lorig, 
narrow shoal - draft steamers was cl iaracterizcrl  by  very heavy lorigitudinal framirrg. 
I iugc oak keelsoils, parallel Lo tho sti i l ls' ccri ler l i r ie keels, wc rc  laid on top of .the 
f loor l i rnbcrs,  wh ich  were Llie l ower  por.tiorr oC -the transverse frames in .the strips' 
boltorris. These keelsons, torl-ricd side or floor keelsons, usually r r ieas i~red.frorri '12 
to  18 iricl ies square arid ran Itrc lcrigllr of [fie hol.Iurns of .[tie vessols, s p ~ c c da.t 
intervals of aboui tt irec lee[. 1\10 o thcr  I-akeri vessel type used these long, heavy 
members (True 1'356:30). III addi-Lion t o  t l r t !  rugged keelso i ls ,  t he  wooderi hulk 
l rc ighlers wore re in forced w i t h  i ro i i  s-traps thaL criss-.crossed ttw f rames every Four 
feet, arid a heavy hand o f  3/4- inch  i ron r2irr .[lie Icricjlti o l  the sfiip j u s t  under  the rail 
as well ( scc  disccrssiorr 0-C CHISHOI 1v1i r i  Chaptcr  V fo r  an exairiple o l  this re i i i lo rc i r ig  
system). Litt le o-f this strengl lrenir ig wotr ld h a v e  been required i r i  a deeper 
ocoari..goirrg hull, h u 1  Lakes ctiairrtcls have ~-ilwayskept  t l L i I 1  depth t o  a rriii i irrii irri. 
Oceari s l i i ps  of -ihc sar i ie  era seldoiri rcyuii-etJ t!xl'raordir~ai-y re in forc ing k~et:auso Llieir 
hulls were r i i u c l i  deeper i t )  p ropor- l ion .to .their lengths. 

wasFrom the tirrre 13. J. I ~ I A C K I i ~ I ~ I ~  c l i r is teoed iii 'I 869 un l i l  s t i iphui ld ing wiis 
suspended in  t h e  1873 Pariic:, 47 bulk f re igh icrs  were  co i i s t ruc l cd  averaging jus t  
over 1,000 gross Zoris. V. I-{. I<ElCtIUM, bui I I  iii '1874, was 1, f jG ' I  g ross  'toris arid t h o  
largesl i i r  t h e  ( lae l .  Wtiori vessel cotislrLiciiori resurncrl  agairr in '1880, st i l l  larger 
bulk f rc iy t i lers  were lauircl ict l :  'I 70 of Lticrrr were  bui1.t ( lur ing the  'I 88Us alorio, a i i i l  
almost witho i r t  cxt:eptiori, each  h a d  a t  Icast ot ie cor isor l  barge hiii1.t to  r u n  wi l l i  it, 
usually of sirrrilar Lorinage a n d  di r r ic r is io i i~  The typical bulk f rc ig l r lc r  buil l in  'I 890 
was 2,2(1U g r o s s  'toris a r i d  aversgod 2611 Cecl i n  I cny th .  'II-Ic? growtli in vessel size 
was made  possible iri th is  ciisc i i o l  so IncicIi becairse 0.i' shipbui lding t e t : t r r i i c l u c  as 
irnprovenients in  connect ing ctiatirrols s u c h  ;is ltie SI.  IVlarys IXiver, the St .  Cl i i i r  Flats, 
arid .the Detroil: I j ivcr .  Grcaler  dcpLhs m a d e  i.t possible ' to bu i ld  longer, larger sti i f js. 

T tw riexl s ign i f icat i l  eve i i l  i i i  i l i c  c v o l u l i o i ~  of 'the bulk .freighters was .the 
in t roduct ion o": i ron  arrct steel 'to s t i i ~ i h u i l d i r i ~ .I ron ships h a d  been built i n  Scollaritl 
arid Crrglarid sit ice be-lore 'I 800 (1Vlorrir;oii 'I945r2). Sevcral i ron  vesse ls  w c r c  bu i l i  i r i  
t h e  Uriitod Kirigdorri dur i i ig  the 'Iti5Us at id  ' IDGOs for Canaclian owners  oti the SC. 
Lawrence River  and Lake Onlaricr. The i ron stearners AfjEfU ar id IVlICt-iIC;AI\I were  bt i i l l  
f o r  t he  Aruierican yoverrirnerit on Ltie Lakcs in  'I843, arid ttie 200- foo l  i ron  propc l lc r  

c ra f lMEilCllAlY'~' WLIS bui l t  ai U ~ i l l a l o  i t )  -1862, the .first c o i r ~ ~ ~ i c r c i ~ I  of i r o n  bui l t  
enl irely ort .[lie Greal 1.akt.s. ACLor the  Civil War, some iroti..t i ir l led blockade ruririers, 
for example SOU'['I-ltHIV l3tt.l.t. (HO-I-HESAY CASTLE) arid CHICORA, holli 
side-wheelers of over  200- feet i n  ler iyt l i ,  were brougl-~tir i to tlic Lakcs. Duriiig the  
187Os, several propellers a i i d  r>ilCk2h$JC .frciglilc!rs u[:iron were built a t  Huffalo, a n d  al l  
were 11j g I II y s t i c  c es s.l'LI I c raft, I11 o s t w i I:h Io t ig) proCi 1a b Ic c a i-cc rs ( F3 a rry  'I973 : I In). 

The f i rst bulk f re ighter  builr o f  i ron  was (t ie "rrioriskr" s.toarncr ONUKO, a 287--.foot 
giant, almos.1 311 fee-t lor iger than t h e  largest wooden  crar l  Llieri afloat. I t  was  bui l t  
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by the Globe Iron Works a t  Cleveland, and was a sensation. It had double bottoms 
with water-ballast tanks, and was designed t o  carry 3,000 tons of ore on a 14-foot 
draft. It was said that ONOKO made money when few other craft in the industry 
could generate profits, averaging f rom $25,000 t o  $40,000 annually (Detroit Free 
Press Nov. 23, 1898). For nearly ten years, ONOKO carried the biggest cargoes on 
the Lakes. 

The principal advantage in the use of metats for  shipbuilding is their very high ratio 
of  strength t o  weight. A 200-foot wooden ship required an oaken hull more than 18 
inches thick, white a similar craft of iron had shell-plating no more than 1/2 inch 
thick and  roughly one-tenth as heavy. Iron ships drew so Little water that  they had 
t o  carry ballast t o  keep their propellers below the surface when they were without 
cargo. Double bottoms and water ballast systems were developed t o  satisfy that 
need and t o  provide for safety in case t h e  outer shell was punctured. Indications 
are that water ballast systems were developed on English colliers. Iron and later, 
steel ships had much greater longitudinal strength than their wooden counterparts, 
and that made i t  possible t o  build larger hulls. Although iron and steel shipbuilding 
plants required specialized equipment, it was also cheaper to build hulls of metal 
than of  wood, and repairs were far simpler. Some shipbuilders persisted i n  the use 
of wood until the turn of the century. The famous Davidson and Wheeler yards a t  
West Bay City, Michigan, bui l t  several wooden bulk freighters more than 300 feet 
long before they fjnally succumbed t o  progress and abandoned wood in 1902. 

Several iron freighters were bui l t  in the 1880s, but steel was introduced in  1886 wi th  
the construction of the steamer SPOKANE, and it was almost universally adopted 
thereafter. Steel proved stronger and more flexible than iron, although not as 
resistant to  oxidation. Some of t h e  iron ships built on t h e  Lakes were stilt in service 
a century after their construction. The famous gunboat USS MtCHIGAN lasted for 
104 years, and then was broken up for scrap, the hull st i l l  in sound shape. 

Between 1869 and 1902 when the last were built, the largest wooden butk freighters 
went f rom 210 to  310 feet. Steel freighters grew much more quickly, f rom the 
287-foot ONOKO in 1882 t o  the 400-foot VICTORY in 1894, the 500-foot JOHN W. 
GATES in  1900 and to  600-footers by 1906 (True 1956:27). In steel freighters, the 
growth in size was not simply a process of enlarging the component parts of the 
ship, but resulted f rom several improvements in technology and changes in the 
arrangement of the vessels’ framing. The earliest i ron and steel ships had 
transverse frames patterned after wooden ships, but  spaced a t  wider intervals. The 
arrangemen1 of longitudinal keelsons was also similar to  wooden bulk freighters in 
that the latter members were laid on top of the crosswise frames in the ships’ 
bottoms (True 1956:31). Later steel hulls had combinations of transverse and 
longitudinal framing, and the standard after about 1920 h a s  become a system of 
longitudinal framing on the deck and bottom, wi th transverse framing on the sides 
and ballast tanks extending wel l  up the sides. This sys tem,  with i ts particular 
emphasis on longitudinal strength, has made possible recent construction of 800 
and 1,000 foot  superfreighters. 

The consort system was largely abandoned after 1900, because the ships grew too 
large t o  t o w  barges safely, and they could carry sufficient cargo t o  dispense with 
the added capacity of a barge. The last barges still in service were no t  used after 
1950. The consort system lasted for almost 100 years. 

White bulk freighters became more numerous in the 1880s and 1890s, several other 
vessel types dwindled in numbers and eventualty disappeared. Sailing craft were 
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entirely displaced by steamers, e)ccept in  -the l umber  t rade where -they found a n iche 
in later years as t o w  barges, wi.ch .their -tophampers cut away arid t t ic i r  gracelul 
bowspr i ts  ccrt shor t .  There were  l ,699 sail ing c r a f t  on t h e  Lakes in '1870 (Wlansfield 
189'3:1:439). A.fter t h a t  date, sail cra l t  beg;iri a slow decline, and relat ively .few were 
bui l t  t o  sustain [heir numbers  after '1880 (see Fig, 2.2 Chapter I!). In 1900 there were 

. _. '1900), m a n y  i n  t he  f o r m  of urrricjgedsti l l  l,068 le-f-t (Oluc  Book of Amer ican Shipping
. 

consor t  barges, and still o lhers  thal had beer)  idle .for years. The lasl full-.rigged 
schooner  elided i t s  career in  '1933 wi th  'the bcrrriirig of t t ie  6O-year-old LYMAN IVI. 
DAVIS in Toronto Harbor. The last  st:tioc~risr.-.bargeswere laid up arid abandoned a t  
the t imc  of l t i e  Great Depressiori. 

Stearribargus lasted only  as loi ig a:; Lhc luinher t rade on t t ie Lakes. W h e n  .the 
forests  had been str ipped away in  IVlictiigari, Wisconsin, and Nlinriesota a r i d  .the 
supply of lumber  was gone, the i i idus l ry  m o v e d  t o  Waslr ington and Oregon. S o m e  
of the lurnber s teamcrs a l so  wen1 t o  l h e  West Coas-i: t o  serve l he  indus t ry  -there, but 
most w w e  simply abandoned arid disrriaii i led, Their design was too specialized arid 
their capaci-Ly too lirrri-ted to  make tt iern suitable fo r  ariy use but Ihe lumber  trade. 
By '1930 only a handful of stearnbarges rcrriained, carry ing coat or sand a n d  gravel, 
o r  conver ted for dredging.  Virtually none survived the Dopression years except a s  
rrrolt lering curiosit ies in a score of sh ip  boneyards. 

The dcvcloprrieri-t of s idewhee l  s leamers was largely sternrncd by -the rapid 
ascendancy of sc rew steamers in  The various Lakes trades, arid a l h o u g h  they 
remained popular in  t h e  passenger btrsiriess. f o r  rnariy decades, there wou ld  riever 
again be t h e  great  rbumbcrs of side-wheelers buil-t tha t  therc! were in  the '1830s and 
l84Os. Side -whee le rs  roached the i r  zeni-th w i t h  the  c:orislrucliori of t he  3OO--foo,t 
"pa lace  sleatners" belwccn I848  and 1 H51i. Twenty - - . two of .the elegant  c ra f t  w c r c  
built, but the i r  t ievday was short- l ived because of t h e  I853  Panic. S ide-wheclcrs  
made somct t i ing  of a corncback following the  Civi l  War, al'l'er which t ime tt ie 
greatesl concentrs t ior is  of the i r  nurnbers cervtered or1 Lake Erie arid Lake Michigan, 
where t h e  Uclroit and Cleveland Stearrt I\lavigation C o r n ~ i a n y ,.the Goodrich, a r i d  
Graham and IVlorlon f lee ls  crnployed rnarry of 'their f ines l  exarrrples. A few  paddle 
wheel  giarils were coristrucic?d 011 the Lakes af ter  1900, ir icludir ig .the largest 
side-wheelcrs ever built; SFFANUBLC: in  l9'13 was 485 fee(  long, and  the -twin 
s leamers GHEA7'ER DETROIT arid GRFIA~I'LIIUUFFALO in  'I 929 were  5211-foo-ters. The 
latter vessels wcrc t he  last 0.l ,tficir t y p e .  A t  t h e  l i m e  tt iey en le red  service, only 37 
other  side-wheelers were  s t i l l  l o f t  (Inlcrnational Shiprnasters As oc ia t  io n Uir L! c10ry. I _ _ _ ~  -. ~. ~ ~ .____ 
1925:170-*I8'l). Afler 1950, ilorie were st i l l  i t i  use.  

Pa ss e rt g e r a n d f re i y h t p r (11) (+ I Ie r s ,  I iku t I>e ir pa c lkay c -f re ig t i  L stepda ug ht ers, we re  
most successful when  they  were  coupled w i th  the rai lroad sysler i rs siretcli i tng to  the 
East  and West from the Lakes states. A f te r  1880, relat ively f e w  large propellers 
were  built, arid those were prir1r:ipaIIy for Io<:ill rou tes  rather than i h e  sys lem-wide  
t3uf f a Io-to -C hi c a :j 0 o r B i r t h  IIS o -0 1.1 I iit h s c!r vi[: B s t y I-,iI:a 1 in t! a r I it!c d ay s , S0m (3 o f 
' the n e w  propellcrs cons t ruc ted  a l ter  '11190 were  exclusively passenger  cra,Ct, w i l t i  
diminished freigh,l: capacity o r  no c i i r g t )  spat:e a t  all. A larye propor l io r i  o l  the las.1 
p rop e I Ie r s we re  "d ay boats," exc 11 r s  io r i  s1oa rne rs  wit Ci II e i't t i  cr over r I  i g ht 
accornmodations nor cargo space. Excursiori vcssels arrd ferr ies are very old types, 
and in the end, they  oullaslcxl al l  of the  o ther  passeriger vessel 'lypes. A dozen 
passenger [ m p c l l e r s  surv ived the  oper-ling of America's highway nc lworks  in  the  
9 930s, bul: t he  last o-l' t l ierri succurrtbotl . t o  I h c  cconotn ic  pressures arid regulatory  
requirernerrts lo lay  u p  in the rnid-sixties. The Georg ian Bay Line s teamer  SOUT1-I 
AIVIEHICAN was the  las t  act ive represenlat ive of it:; type .  She rel ived a.t .the end of 
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the 1967 season. Many consider the NPS vessel RANGER Ill, which regularly runs 
between Houghlon and Isle Royaie, the package freighter on the Lakes. 

Package freighters numbered 116  in '1890, which was probably their peak; much 
package cargo was also carried in passenger and freight propellers, of course. The 
tonnage of package freight carried in Lakes craft, however, was reduced as the 
nation's railroads were extended, a n d  the number of  package boats and propellers 
shrunk in direct proportion. In 1900 there were 90 package freighters (Inland Lloyds 
Vessel Register 1890). In 1915, anti-trust legislation forced the disposal of most of 
the package freighters by the railroads, which were their operators; many of them 
never saw service on t h e  Lakes again. Most of  those which were left in service 
were requisitioned for coastal service during World War II, so that virtually no US. 
package freighters remained on the Lakes after 1940. A couple of Canadian fleets 
ran package boats until 1980 in specialty trades such as  rolled newsprint or  
barrelled chernicels. Finally, in 1982, C a n a d a  Steamship Lines announced t h a t  it 
would discontinue service with i ts las t  five package freighters (Log Ch ips  10 #18). It 
was the end of a colorful era. At this writing, o n l y  the bulk freighters have survived 
in service on the Lakes. The only representatives of the many vessels t h a t  once 
plied the Great Lakes are the  shipwrecks that l ie  beneath their s u r f a c e s .  



CHAPTER IW. SHIPWRECKS OF ISLE ROYALE: 
THE HISTORICAL RECORD 

Introduction 

This chapter i s  a presentation of the results of  a search of  primary archival and 
secondary sources into the background h i s to ry  of the shipwrecks of Isle Royale. 
The site locations have become common knowledge t o  the diving public, and they 
are the focus of the Parks submerged cultural resources management activjties. 

Ten total vessel losses, in addition t o  the D U N E L M  stranding incident, have at1 left 
material residues in the archeological record that are discussed in detail in Chapter 
V of this report. Following are the contemporary notions of what transpired before 
and after the wreck event; a historical backdrop intended t o  complement the 
archeological investigations. The order of presentation is chronological according t o  
year of  construction. 

History writ ten for archeological purposes i s  somewhat different than normally 
encountered in popular periodicals or  historical monographs. The attempt here is to 
use the historical record as one of several major links in an evidence chain that 
leads to  an understanding of why certain material residues appear as they do in the 
archeological record. The most  appropriate analogy would be to  a medical examiner 
a t  a crime scene. That person may a s k  questions of witnesses or  read their 
depositions, but always with the end in mind of understanding why there is a body 
on the living room floor. The authors of this section were instructed to  seek facts 
relevant t o  the birth (construction), life (operational history), and death (wreck event) 
of the victims (shipwrecks) at Isle Royale. T h e  degree t o  which this could be done 
through direct quotes f rom the contemporary accounts was encouraged. Although 
no particular effort was made to  be entertaining, much in the  way of new 
information on the ships has been included that might help establish vessel 
significance, historical context or eventually be of use for  park interpreters. The 
"post-mortem," or  archeological record section of the report, benefited much from 
this sort of approach, b u t  t h e  reader should be prepared for what may be  viewed as 
a comparatively dry approach, rather than an a t tempt  at telling a lively historical 
tale. 

The amount  of text devoted to  each wreck i s  widely variable. This is somewhat a 
function of  the disparity in what was available in the archives, but zlso reflects a 
conscious decision-making process. Ships that bore a special relationship t o  Isle 
Royale, such as AMERICA, or ships whose wreck events left many questions to  be 
answered, such as KAMLOOPS, were discussed in greater detail than others. In 
addition, aspects of a wreck event or its aftermath that had implications for t h e  
general socioeconomic processes of the region were also stressed. 

63 




c 

m 

tn 

n 


lu 	 0
u1 

1. lii 
1U m 
0'1 n 

m 

.r 

UI c1 L-	 .- 111L , A  L. F 
.-

1 il 10 
"i i tri 
C 1 . .  t '  

1 1 ,  - 0 m u  
0 0  1 1) .,- .r 

:< 	 1. 
Id 

,, r\ 
c..-7 I'l Ui 

10 m
i J  01 



CUMBERLAND: HISTO RY 

Construction 

The side-wheeler CUMBERLAND was built in 1871 a t  Port Robinson, Ontario, by 
Melanchthon Simpson for Charles Perry and Co. It was launched Wednesday August 
9, 1871 (Detroit Telegram Aug. 15, 1871). The vessel was named for Fred W. 
Cumberland, general manager of  the Northern Railway, parent company of the 
Toronto and Lake Superior Navigation Company, which had the ship designed and 
built to  run the Duluth and Collingwood or Owen Sound route. 

The railroad men who  formed the navigation company were pioneers in the Lake 
Superior trade prior t o  the construction of the railroads in the area. The towns of 
Coltingwood, and later Owen Sound awd Midland, were the main points of rail 
connection between train and Lake boat. The Superior ports were all served by  
Lakes vessels at the t ime of formation of the new navigation company. 
CUMBERLAND, along wi th  ALGOMA (previously named CITY OF TORONTO and 
RACINE) were the core of the new enterprise, which incorporated connections 
between the railroad and steamship line. Later, CHICORA would jo in the line 
{Williams 1909:43-47). 

CUMBERLAND was a typical example of the Great Lakes sidewheel steamers built 
from the late 1840s through the 1880s. The first o-C the 200-fool steamers appeared 
on the Lakes in the early 1840s, and by the next decade had assumed t h e  classic 
configuration a s  represented by CUMBERLAND and the dozens of other steamers 
produced for t h e  passenger and package trade on the  lakes. 

Ships of CUMBERLAND's type had overhanging guards the full length of the hull and 
freight space on the main deck. Usually, there were one or t w o  cabin decks above 
the main deck. The number and size of accommodations are, as other details of 
construction, uncertain for CUMBERLAND. A steamer of comparable size would 
likely have about sixty cabins, plus parlors. The ladies' cabin would normally be aft, 
steerage and crew accommodations below (Labadie personal communication). 

The ship was powered by a vertical "walking-beam" engine with one boiler and a 
single stack. No description of the boiler has been located in t h e  historical material 
reviewed. The engines for  the new ship had been in service before. Originally the 
44-inch diameter engine, wi th a 132-inch ('Il - foo t )  stroke, was placed aboard 
CATARACT (Detroit Free Press May 11, 1871). US.  CATARACT became the Canadian 
steamer COLUMBIA before i t  was broken up, and the engine transferred t o  
CUMBERLAND. Information contained in the Lytle-Holdcamper List [Mitchel l  and Hall 
1975:31) s tates CATARACT was 577 gross tons, built i n  Ogdensburg, New York in 
1846 and sold foreign (Canadian) in 1867. The list also erroneously indicates 
CATARACT was a screw steamer. 

CUMBERLAND was reported t o  b e  208 feet on the keel and 2 1 4  feet overall with a 
beam of 28 feet, 43 feet 8 inches overall. The draft was 10 feet 6 in., and it was 
229 tons burden, 750 tans gross measurement. The engine was rated a t  400 
horsepower (Detroit Free Press Oct. 1, 1871). The ship h a d  a round fantail stern, 
and i ts cabins were warmed by s team.  The steamer had paddle wheels 30 feet in 
diameter (Ibid.- Oct.  4, 1871). 
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Ope ratiorial I-listory 

........ ..The Colliri!jwood Utrlletin ( M a y  9, 'If172) repor ted ttia-C: 
the splciidid new stearncr CtliVIBLRl.Al\lD will leave on hcr fitwt trip TO 

Fort: WiIIiiirn riexl: Fr iday.  Strc has b c c n  'iiitcxP t i p  irr the ri1os.t elegant 
slyle arid under the cornmarid of Captai i i  Orr wi l l  rr1cc.t t h e  trirjtros( 
expectations of the .Lravelliiig public. 

CUIVIT3ERLAlVD's first full seasor1 0.f riavigatioii was 'I 872,u year that ini t ia ted a ser ies 
of incidents that were 'to aff l ic l  (Ire slei ir i icv rtirougIrociL its i .c l i i t iv t ! l~short hislory of 
operation. CI1lVIfII:I-~l~AlVI:,carr ied about G O O  passengers arid a heavy load o l  freight, 

~~ ~~ .... Meaforrlhorses and c:attle on i t s  l i rst I f l72  trip (Tororito IVlail May  'I 'I, 487%;...... ...............Wlotiitor 
May  16, 1872). 

CUMBERLANO provided assislarice to t t i e  s'Lt?arncr MAN1 I OIL4 in .Julv. Thc .two 
stearners hat1 bocii t i ~ i i l ta t  .[tie sainc Liine in Port Robinsoii lor coiripe-tirry owriers 

~~~~(Delroi l  Free F'rcss IVIarch 2'1, ' l87l) .  IVIANl~l'OFiAhad run ayroui id 0 1 1  Wlictiipicoier\ 
Island in heavy fog. The ship had bccri in that posi.iiori f o r  nearly 2 4  I~ourswticri it 
was spol led  tiy t l ie crew of CUIVIC1Etll.AND. It took riearly 30 h o u r s  triore beforc Olic 
grounded steatvier was arjaiii arlo;iL (Wlceford ~~.I-_. . . . .Monitor July 25, 'I 872). 

Septerrrber '1872 was a s tor i r iy  iriorrllr, arid S O I I - I C  vcssc ls  were l o s l .  The schooricr 
iViAPLE LEAF was swarripetl riear Is le  R o y i ~ l o  a n d  evcnltral ly caps i zed  in roucjli 
weaiher. The captairr arid crew were ablt? t o  ahaiidori ship ai id wci:c l a k e n  lo Silver 
Islet. During ttie wreck, .[tie cirpLairi r e p o r ~ c dI I C  hail sigtiLcd CUl\il!Jt.!~l.AI\IU, but it 
was no! ablc  to render assislaiicc d u e  to Lhc t icavy seas (IV1e;irord . . . . . . . .- . .- Wlotiitor Oct.  '11, 

~ 

-1 872) .  

In I1ovetnbc.r 0-f '1072, CIIIVIliI:Iil Allr) was frozoi) i r i  1 1 1 0  i c e  ii i Elcar I..akc in t h e  St. 
Mary's River. Cap ta in  Orr, .the c l i i c r  ciigitheer arid four of the crew aruivcrl ori foot i r i  
Collingwood or1  December 21. Several days a l te r  t l iern,  I13 or l t ic  crew arrived at ic r  
rnakirig t t i c  2O-day t r e k  tlowii the  rrorlti shore  or Gcorcjiaii Bay. Accordirig P O  their 
reports, i hey  suffered terrible wetiilier a n d  privaliorr oir Lhcil- jocrrricy; till were 
frostbiiteri. Captain Orr had le-l:L CUMIII-RIAIVD in ffie charge ol' Lhr! .firs.[ rnatc, witt i  

. . . . .the steward, stewardess arid .two wailers lcli 011 board (Toroillo IVlilil 13cr:. 2.1, 28, 
. . . .l872; ~ Wlarq~reltc Daily . ~~~~~Wliriiiig-~Jourilal Jariuary 4, I l.373). There we)-e also 50 

~~~~ ~ ~~passer igers aboard (l'ororiio IVIail 13e!c..1.'1,187%). 
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10, 1874). CUMBERLAND arrived a t  Prince Arthur's Landing with 6 feet of water in 
the hold, and promptly sank  (Duluth Minnesotian Nov. 7, 1874; Ashland Press Nov. 
14, 1874). 

The November 1875 newspapers reported CUMBERLAND was ashore and scuttled. 
The vessel was again caught in a late season storm and went ashore three miles 
from Silver Islet at Lee or T Harbor in a blinding snowstorm, with gale-force winds 
f rom the east (The Daily Globe Nov. 3, 1875; Cleveland Herald Nov. 5, 1875). There 
was l ittle damage, and the steamer, with passengers and freight intact, arrived in 
Thunder Bay November 4, after being pulled free by tugs (Cleveland Herald Nov. 8, 
1875; The Daily Globe Nov. 5, 1875). The freight carried by CUMBERLAND included 
"copper ore, fish, and fourteen s p a n  of horses, and about 100 passengers" (Chicago 
Inter Ocean Nov. 8, 1875). 

On Sept. 15, 1876 CUMBERLAND ran aground a t  Owen Sound. While trying t o  g e t  
the vessel off by using a line wrapped on the shaft of the wheel, Capt. Orr was 
injured. The line snapped and broke both of the captain's legs. Captain Parsons 
took the command for the tr ip (Duluth Minnesotian Sept. 23, 1876). 

Some of the marine notes of the Duluth Minnesotian of 1876 give insight into the 
nature of the cargo and passengers carried by CUMBERLAND this season. 

June 27, 1876: Arrived Duluth wi th  23'1 Mennonite emigrants a n d  10 
other passengers. 
June 27: Cleared Duluth, cargo for Collingwood: 4 b0xe.s of personal 
effects, 1 mower, 22 boxes of merchandise. 
July 10: Arrived Duluth. Cargo: 25 passengers, 17 packages 
household goods. 
July 10: Cleared Duluth Light. 
Aug. 7: Arrived Duluth. Cargo: 2 cabin passengers, 400 Icelandic 
emigrants a n d  baggage, 2 cases furniture, a l l  in transit t o  Manitoba. 
Aug. 7: Cleared Duluth. Cargo: 1 case hardware, 1 bale robes. 

Wreck Event 

CUMBERLAND was delayed for three days while enroute to  Prince Arthur's Landing. 
The vessel had been grounded on a bar in Nipigon Harbor (Thunder Bay Sentinal 
July 26, 1877), arriving in Prince Arthur's on Tuesday (July 24). The ship probably 
cleared port the same day, as was i ts practice. 

CUMBERLAND started taking on water, and i ts passengers were transferred to an 
upbound American boat she met. Later, o n  the 25th, CUMBERLAND struck Rock of 
Ages reef (Thunder Bay Sentinal July 26, 1877). The day was mild when 
CUMBERLAND struck. The weather was dry a n d  cleat-, wi th a light southwest t o  
south-southwest breeze blowing (Menagerie Isle Light Station Log July 23, 24, 1877). 

CUMBERLAND struck the reef going a t  a speed sufficient t o  push i t s  bow solidly 
aground. It was reported that al l  the forward half of the vessel was on the reef. 
Several tugs and steamers unsuccessfully attempted to  pull it off. (It was also 
reported that had CUMBERLAND run 100 feet to either side, it would h a v e  missed 
the reef (Duluth Minnesotian Aug. 4, 1877). The steamers QUEBEC and FRANCIS 
SMITH worked on t h e  stranded ship. These s teamers  parted a l l  the i r  l ines in the  
unsuccessful attempt t o  remove the sidewheeler. CUM8ERLAND was reported in 
bad shape, "lying 18 inches out amidships (Chicago Inter Ocean July 30, 1877). 
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Sorrie o i  l t ie  freight was loaded onlo FIIAIVCIS SIVIITH, a sh ip  owned  by tho same 
l ine ( C n i ~ d g oIntcr Uccaci Aug I ,  l f 3 / / )__ 

JENNIE Ol . IVtH was another  ves:;el or1 hand to  rcnder  aid along wi l t i  insurance lugs 
from Pr ince Arthur's (Thunder B a y  ~ Seniiriel Aug.  2, 1877). Wrecking t u g s  arid 

~ ~~ ~~ ~ ~~~ Cleraldapparatus were sent fo r  f r o m  as ta r  away a s  Detroit (Duluth ~~Wliririosotian -~ 
Aug. 4, '1871). The propellors ASIA a n d  CITY U t  OWEIU SOUND m a y  have also t r i e d  
to  pull CUIVIUER1.AIVU off .(.he reef (Chicago ~~~~~Inter Ocear i  Aug. 1, '1877). 

l h c  r>ewspa[iers ran freqirenl repurls on tlic progress o l  the atLerripl:s lo save 
CUIVIBERLANI), a n d  it was clear f rom [ l ie  s ior ies rhat  the  people of boCh Uutulh arid 
tPririce Ar lhur 's  hoped she would b e  saved.  T i le  Uultilh. . _.._ TriI)ui.ie (Auy. 3, 't1177), for 
iristarice, printed the coimmcnls: "We h o p e  ltre fears eriierl;iii;ed I h a t  she wil l  go 
down before she reaches Collingwood will iwt tie realized, fo r  she is a trirrr, staunch 
and fast sa i l i r i g  criiEi, a r i d  would bc  greatly rn issed ,froin our comuierce." 

--. ..- .- _-A .telegram ser1.t 0 1 )  Augcisl 4 gave t h o  co i id i t ior i  of CUlVIBERLAI\ID (Chicago Inter. 
-O c e a n  Aug. 8, l877).~~ ~. 

G o  1 to s'le:I r rr e r C II IVI I1tT f3 1.AN C) t II is moriii11 g ; I:i nd her  s t i  ea r 
platiks broken, hul l  twis.tetl, rnast  a n d  a great par1 0.l' uppcr works 
carried away. The captain ol' the .tug will try to pull h e r  off ioday  i f  he 
c a n  ge t  her p u m p e d  oul. They are d r a i d  she will be ii tolal loss i f  
uiorc bad wcather  sets ill. Tug arr ived twolve hours too lale. Storrn 
on W e d i i e s d a ~did a l l  .the darrraC)e. 

Uriiorturratcly '(tie worst fears were rca l i rcd.  1h e  wreck  was a1)aridoriad Augus l  1% 
~ ,..(Chicago l t i ler Ocearl Aug. 13, '1877). By Augusl 18, il: was rapidly goirrg .to picces, 

arid had broken eir l i rcly in  t w o  (The tVlarquc1te IMitiing Jourrial Aug. l8, '18/7). The 
~ ... .. . .  , ~ ~~~~~~~~ ~~~ 

same newspaper reported i l :  ii tolal loss by Aiigiist: 25. Thc owi iers  were already 
ncgo1iaLiti:j for ttie purchase of i l re Urriorr Sleainboa,t CornpanV ve e l  AlFLAN-IlC CIS 

a rcp1ac:einciit. The loss o f  CUiVIDIIIiL.AI\II) was riut at $clo,OOO. 1.1 had hseri i i ist irod 
for $34,(lOI) (UuILi[h IVliiincsotiari l lerald A u g .  'I 'I, l 8 7 7 ) .-. .. ... . ~ ~~~~ ~~~ 

Soon a f te r  , lhc wreck, a rurrior c i r cu la ted  i r i  Canada -thaL t h e  rriasici- uf thc vcsscl 
(Capt.  Parsoris) had been re ly ing on I h e  charts of Lake Superior prorliic:ed by thc  
Uriitcd Slates,  arid Lhat t h e  reeI: CUMUEIRLAI\IU s-truck was no1 markcd. l ~ h erumor 
r c a c h e d  t I.lV1. Aduiris, Captain or Cngirieers, who wrote  a Icttcr- t o  t t ie __ -I l e l r o i l  Dai ly 

~~~~ ~~~s iri rcsporisc (Porlagc! I..akc Ivttiiitig ..Carcl lc!. . ..-. ....... . Aug. I G ,  'I817). Enclosctl wit t i  the 
~ 

was 21 copy  of l h e  U.S. chart t ha l  ind icatcd G fee-t o-I dept l i  a n d  a rock  bottorn 
a t  .the poiirt CUMOERl.AI\ID t1i.i. t h e  reef. I(: was tire Carradiari char ts  t h a t  w c r c  at  
.I:LI I!I . 

CUIMf3FHLANL) reuraitncd visiblc urilil the errd of Augusl. The  sicarnier FRANCIS 
SIVIITH, d o w n  tiottnd frotn I)ulutli, reporled tliu wreck was in  t he  same posi t io l i  as 
wtreri i t  was at iant ior ie t l  ( loronlo Globe Aug. 3 1 ,  I t { / / ) .

I ~~ 

CUMUk 13 L AN 1) w ii s t'n Iire Iv s 11 b II Ic r y od by ca rIy S ep t  e rrib t: r. 'I' t i  t: 
~~ 

L) IJ Iu.l:t i  IVIi11I I  
~~ 

e s o.tiii r I 
~~~~~~~~~ ~~~ 

(Sepl .  8, '1877) reported . that "Shc is now cltiicLIV lavii-ig orr the b o d  o-l' Lake Super io r .  
Some wrcckers went 'Lo look for t icr lately, bu l  t:oulct not firid her." 

68 



the steamer ST. PAUL reported that CUMBERLAND'S captain had hailed and 
transferred the passengers aboard his vessel because he did not  want t o  be defayed 
by proceeding further on t o  Duluth. "After the transfer of passengers the 
CUMBERLAND started on her return, and taking a short cut ran hard o n  t o  the 
southwest part of Isle RoVale (Chicago Inter Ocean Aug. 1, 1877). 

Another possibility was raised -- CUMBERLAND may have been allowed Zo break u p  
because of the insurance. 

The CUMBERLAND was insured for $35,000 or $40,000, and i t  is 
generally understood that although she was a fine boat, she is well 
sold, considering the depressed condition of the vessel interests. 
Whether this fact had anything t o  do with the "circumlocution office" 
way the affair was managed of  course cannot be told, but people 
knowing t h e  circumstances wi l l  talk, and such is the burden of the 
conclusions drawn (Cleveland Herald Aug. 25, 1877). 

Apparently, some felt that the vessel could have been saved if those involved had 
dispatched wrecking tugs t o  the site earlier. A professional insurance agent had 
waited until he reached Collingwood to  send out a hawser, rather than dispatch the 
wrecking tugs. The delay was fatal t o  CUMBERLAND, because of the storm that 
broke it up (Chicago Inter Ocean ran the above under the t i t le "How Not To Do It" 
Aug. 24, 1877. The original appeared in the Cheboygan Tribune.) 

Salvage 

There was some salvage done on CUMBERLAND. The initial efforts were completed 
prior to  September 1877. The fol lowing announcement of the sale of materials f rom 
the wreck appeared September 1, 1877 (Toronto Globe): 

Salvage Auction Sale of  Effects 

Saved f rom the Wreck of the Steamer Cumberland 


o n  View Today a t  56 Yonge Street 


The subscribers have received instructions t o  sell on behalf of the 
underwriter by public auction, at the warehouse, No. 56 Yonge St. the 
whole of the effects saved f rom the wreck of the Steamer 
CUMBERLAND, consisting of two metal lifeboats, two wooden yawl 
boats, t w o  anchors and cable chains, about  t w o  tons Manilla rope, 
blocks, tackle, capstans, 130 l i fe  preservers, zinc pails, wheel and 
wheel stand, wire rope a n d  rigging in large quantities, deck pumps, 
hoisting machinery, steam gauges, engine gong, pony engine, steam 
heater, tools etc., also the whole of the furniture saved, which i s  in 
excellent condition, consisting of 100 cane seat dining chairs and 
stools, 725 spring and mixed mattresses, 700 sponge and feather 
pillows, card and extension dining tables, gi l t  mirrors, 20 pieces velvet 
carpet, a large number o f  crimson and gold armchairs, sofas,and 
setees, superb rosewood Pianoforte, and many more articles, as well 
as the hull, engines a n d  boilers of the steamer as she now lies off Isle 
Royale Island. 

The sale took place September 5, and realized about $3,000 (Toronto Globe Sept. 6, 
1877). The sale notice is a good indication of the extent of salvage that occurred 
on the vessel. Most of the material, except the machinery, was salvaged, to some 
extent. 

There is, as vet, no record of hull or machinery salvage after the unsuccessful 
attempt by wreckers t o  locate the vessel in September 1877. Apparently, the 
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rnachinery and boilers were not salvaged. There are, however, repor ts  of additional 
wreckage al t r ibu led to CUIVIBkHLAt\JD Beirig washed ashore on Isle Royale; the 
westernrnos l  porliori of Isle Royale has becurne local ly Itriowii a s  Cumberland Point. 
Another  poir i l  of larid just inside Grace Harbor has  also becorrie locally known as 
" Inne r  Cumberlarid Point," another  site of wreckage. There m a y  also be sonic 
por t ior is  of itie old Grace I-larbor Lumber Corirpanv dock, located in the  vicinity of 
CUIVIOElil_AND. Bow wreckage was found arid photoyraptiically doclimeriled by 
members of SCRU iri 1984. Patrick Labadic and M o n l y  Florerliz re turned  i n  'I985 to 
n i a p  The area (see Chapter V, Fig. 5;Il). 

CUMHERLANC) wreckage was repor ted in 1909 to  be distr ibuted along t h e  cn l i re  
souPh shorc (Adams 1909:49), but  rhat wreckage rnost l ikely belongs to CHIStIOLIVI, 
lost in  'I 898. Arthur VeierlhaIer of Madison, Wisconsin repor ted ribs (frames) a n d  
planking iri  the waters o.ff Curnberl;iiid Point in the Inid--'t960s (personal 
comr n  ci i I i(: a z i ori to Ho Ide 1 1 ) .  
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Fig. 4.1. Side-wheel steamer CUMBERLAND, built for the elegant passenger and 
package trade. The lack of visible hull support structures is evident in this 
photograph. US.  Army Corps. of Engineers Canal Park Marine Museum Collection. 

Fig. 4.2. Side-wheel steamer WESTERN WORLD, a larger vessel than CUMBERLAND 
built in 1854, shows a typical arched truss hull-support system to  give longitudial 
strength to  the hull. U.S. Army Corps of Engineers Canal Park Marine Museum 
Co I Ie ction. 
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WEIVFjY CtiIStIULIVI was bui l t  1 1 )  CIt!vcIarid by  l i e  1irrri ltioiiias Uirayle 's  Soris, under 
l t re  direcLiorr of niasler carper i ter  Jo t r r i  Dracl<elt (ship docurncri1s). 1he new bulk 
freighter, I h e  largcsl stc;jrnbargc on  t h e  Lakes, slipped tlowri Lhe ways August 28, 
1880 (Chicago~~ lnlcr -- Ocean Aiig 30, 1880) 

The builtlor was an old, oslalrrl ist~cdlirrri well kriowrr i u r  i l i e  high q u a l i t y  vcbsels Lliey 
prod~tce t l  r tie s t i i p  buildirig cowpai iy was fo i i i idod by  Ttioiiias I ludylc,  wliorm sornt! 
acknowledged as ltic Faitior or Clcvclarid shipbuilders (IVlarislield 1899. l:427). 

Quaylc was burn in England a n d  (:atrjc to  thc Unitcd S ta les  a i  tlre age o f  '16 i t i  '1827 
arid begai l  work a s  a shipl)uilder apprc:nlice. After his ar)r)rerrticestiip was 
comp le l cd  he s ta r led  busiiioss iri parlnei-ship with James Cody.  T h e  partnership 
l a s l e d  3 years during which i t  buitt barks, brigs and schooners t t i a l  were c:orisidered 
large ci-xrt for ' lhc time. 

Sooii after Plie par.tnership wi th  C o d y  was dissolved, Q~ray l cformed ;I parLricrship 
with LuPlier IVloses, t h e  new fjrrrr called IVloscs and O.uayle under  which 'the firs.[ 
Quay lc  sCeaiiiers were t)uilL. The r i ex l  par l i ic rs l i ip  was witt i  Jotiri Mart 1.1 lastctd 20 
years atirl toyci l icr  they  corrstrt.iclt!d a large nuinbcr of sailirig vessels a n d  s tear i iors ,  
reputed 'to be some of  llre fiircst or1 ttic Lakcs. In or ie  year, 13 vessels were buil-r, 
including Ihe bark WIL.L!AIVI T, GRAVES ( I  Us]), theri 'the IargesL carrier utI t he  Lakes 
( IVIa I I  s-l'i c Id 'I 89$1 :2: 692). 

After Jolir i 1VI;irIiti's dual l i  i r i  'l873, Uuay le  fook l i i s  sotis in lo Lhc busiricss ai id 
lorr i led Ttiotrias Cliiayle ;)rid Sorrs. Duriiig lhis cort ipai iv 's operatioils i l  again 
produced the largest  frestiwalc!r vessel o l  ils lirnu, COMIVIOIIOIW:, built ill '1875 and 
a[  2,082gross tons (IVloiishultl 1879:%:GY1). 
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CHISHOLM was built as  a wooden bulk freighter with a single screw. These vessels 
were commonly termed "steam barges." It was powered by a fore-and-aft 
compound steam engine, which produced 1,707 horsepower, fed by tw in  boilers. 
The compound engine, built by the Globe Iron Works of Cleveland, was reportedly of 
the "Randolph and Elder patlern, cylinders 30x56 inches, four feet stroke" (Chicago 
Inter Ocean Sept. 23, 1880). The speed of the loaded ship was about 9 knots. 

CHISHOLM, considered a "teviathan" a t  the t ime of construction, was 270 feet of 
overall length and registered length of 256 5/10 feel, 39 3/10 feet in breadth and 20 
3/10 feet in depth. The capacity under the tonnage deck was 1692 27/100 and the 
capacity of  enclosures on the upper deck (poop) was 83 10/100 for a total  of 1775 
37/100 gross tons. Deductions allowed by the Act of August 5, 1882 totaled 443 
19/100 for a total net tonnage of 1332 18/100. Permanent enrollment was dated a t  
Cleveland, Ohio, September 18, 1880. 

CHISHOLM was built just as  shipbuilding was approaching the maximum sires 
possible with wood as the principal material. Quayle's company had been 
experimenting with the construction of t h e  largest of  wooden hulls and their 
experience was incorporated into CHISHOLM. Iron, a recently introduced competitor, 
and later steel, would supersede wood for the construction of large hulls. The latter 
were more expensive when CHISHOLM was launched, which may account for the 
owners decision t o  build their hull with traditional materials. CHISHOLM cost 
$125,000. This may be compared with LEI-IIGH, an iron vessel of the dimensions of 
240x35~17,which cost $140,000 (ChicagoI_ Inter Ocean Sept .  23, 1880). 

CHISHOLM was a powerful towing vessel and was built wi th the intention of pulling 
one, and sometimes more, barges, as  was the typical practice of the t ime. The 
barges were generally older schooners converted for towing, although some 
schooner barges were constructed specifjcatly for the purpose. 

The building of HENRY CHISHOLM was a matter of m u c h  interest and the 
contemporary press carried detaits of i ts construction: 

The Henry Chisholrn, the largest steambarge ever built in Cleveland 
was launched yesterday in the presence of 2,000 people .... Fully 
800,090 feet of lumber were consumed in her construction ... (Chicago 
Inter Ocean Aug. 30, 1880). 

Her strength is al l  that can be got wi th  wood and iron. She 
has 150 tons of iron in her construction besides the engines and 
boilers. She has a wide, heavy band of iron running f rom bow to 
stern, her whole length, a t  the head of the frames, from which double 
diagonal heavy iron straps run down the sides and under the turn of 
the bilge, and fasten t o  the long frames under the bottom and bolt 
through the bands when they cross and outside of  the frames under 
the planking. This is called iron strapping, and i t  entitles her to  a 
rating of A 1" for  ten years to  A 1 1/2 for  three years more, and A 2 
for three years more, making sixteen years before she classes below A 
2. 	 She is expected t o  carry 2,000 gross tons of iron ore from 
Escanaba and also t o w  as many vessels as can get tow lines t o  hold 
them; 75,000 bushels of wheat, or 80,000 bushels of  corn t o  Buffalo ... 

She came out of Cleveland without having tried her engines, and ran 
eight and a half mites an hour t o  Detroit with everything new and 
rough ... She is a l l  r ight in every way. She steers welt in rough 
weather, doesn't bend, or work, or give, or creak, or leak. She is as 
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strong as though she was al l  in oiic pic!cc, arid h a s  power 'to s tear r i  
a1rnos.t a n y  gale ol: wind .... 

Ttic iron beail is u n d e r  t h e  hoilcrs, aiid the  iron house over and 
arourid ltic boiler, wi ih  lhe irorr coal bunkers, ai-e sure protccl ion 
agairrsr .lire. Her outl i t  iricludcs a l l  [ t ie  riew itriprovcrrreii ls a n d  ,tried 
iriverrtions of ttra s toarr iboats  o.f today. l i o r  c a b i n s  ar id rooi-ris arc 
large, and are heated with stcarn, a i i d  she is well furnished. Wi-thoui
.the least exaggeratioi) i t  may b e  said that ttie Hcrirv Chisholrri i s  [ l ie  

~~~~~~ ~peer o.f any c r a l t  aflo;it O H  s i i l t  water o r  fresh (Chic;iyo. .  Inter Occari 
Sept. 24, 'I 880). 

Operalio nal 1-1 istory 

Diiririy HENRY Cl-IISI-IC1l.IVI's operational l i fe i~ was involvcd in rri;iny acxiderils, some 
minor, sorrie serious, which was r i o t  ur i t i s t i a l  f o c  bulk freigtiters or Ltie period. 'The 
high number 0.f acciderits wiis ollcrr a rc?ilcc:tion oi' .[tie opmiiori  or vesst' ls bui l l  10 
.It I I? rnaxi  1 1 1  11 t TI  tl ir n  e 1 1  s i o r i  s D f 11r i iI: t i(:a I IIa v j $1a ti 11r i  . l ' he I I) r I  g s t! r iI!s o I i III; ide I11s bc g a iI 

t h c  day the ship was launched. Soon a l t e r  thc laurrcti a sailor fe l l  .ttiroticJfi ttic opecl 
hatchway a n d  was severely irijLired (Chicago Oceari Aug.  30, '1880)...................Irilsr-......... -..... 

Even 'the rriaidcrr voyage: was riot wi l l roul  j i ic ident .  Tlw riew vessel ran agrourid 
twice. The f i rs t  cargo C t l lS l  IUL.WI carried was 'I800 torrs o f  c o a l  (Clevclarid Clcrald 
Sept. 9, 27, 'I8UO). The ship grocirrdcd i t i  l l i e  w c s i  d r a w  of Lhc --clii;:-ag() AvcriLrc 
Brirlgc, blocltirig it ovcri i iyht. The ship was  wedcjed hei-wocii t t i e  bai iks or the 
narrow clranriel. Six Uniorr Tug Line tugs wt!rt! unable to  budge i h c  frcightr!r ui i t i l  
250 'toris of coal were retr iovei l  (Ibid. 27, '1880).~~ . 

Ct-IISlIO1 IV1 wiis Freed only to  ruii aground a<]iiiii i r i  Lhe Ogdcn Carra l  "wil-liin a stone's 
throw" of [tic! I\orlh Side Gas Corripai~v's dock (Clt?velar'id t-iorald Sepl. %S, 'I U80) ... .. ~ ~ ~~~ ~ 

Liglilcring opera.tiorrs were i i ~ j ; j i i i  carried o ~ i t;)rid t h e  vesstll .finally rriade i t  l o  rtie 
dock. The reasoii for t l ie  grociritlirig was il slrorrg soutti wiird t h a t  unox[)cctcclly 
reduced itie water in  the Ogtlcrr Cann l  t o  -12 feet; Cl-IIStlOLlVI was rltawiiig rriorc .Lhari 
'I3 feet  (lt)itl.Scpi.7.9, 'ItlUO).......... 
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-CHISHOLM, near the end of its first tr ip had to  again lighter 4500 bushels of grain 
before being able to enter Buffalo Harbor (Cleveland Herald Oct. 14, 1880). 

-	 1700 tons of coal were carried in November 1880 (Cleveland Herald Nov. 22, 23, 
1880). 

- HENRY CHISHOLM recovered the anchors of NEGAUNEE November 1880 (Ibid. Nov.__ 
25, 1880). The steam barge wintered in Cleveland (Ibid.- Dec. 4, 1880. 

At the opening of the 1881 season, CHISHOLM ran aground a t  the head of Lime Kiln 
Crossing. "The accident was caused by the valve mot ion cutt ing the steam off and 
rendering the vessel helpless" {Cleveland Herald May 9, 1881). 

The operational history of CHISHOLM continues on in much the same manner. 
CHISHOLM was primarily involved in the coal, iron ore and grain trades. CHISHOLM 
frequently set records for  carrying capacity on the Lakes: 

In May, 1881 CHISHOLM carried 1800 tons of  iron ore f rom Escanaba. "This is the 
largest load any vessel h a s  yet brought down" (Cleveland Herald May 24, 1881). The 
load brought down was actually 1911 tons (Ibid. May 30, 1881). CHISHOLM m a d e  
the run from Cleveland to  Escanaba in 62 hours with the schooner NEGAUNEE in 
tow.  The ship had made the round tr ip wi th the record load of ore in six days (tbid. 
June 7, 1881). In June CHISHOLM brought down 2,051 tons of ore, "the largest G d  
ever carried in fresh water (lbid. June 22, 1881).-

The appearance of the iron ON6KO forever surpassed the records of CHISHOLM and 
the other wooden ships. The new iron vessel could carry 115-120,000 bushels of 
wheat to  the 82,000 bushels of corn of CHISHOLM (Ibid. April 28, 1882).I_ 

CHlSHOLM woutd, however, still claim records of local note, and these seem to 
reflect a competition between vessels of large size. In May 1882, the freighter 
brought down 2,100 tons of ore f rom Escanaba, the biggest load t o  date (Ibid. May 
13, 1882). This record did not last until the e n d  of the month when CITY OFROME, 
another Quayle ship, but a bit  larger, brought down 2,180 tons of ore {lbid. May 30,-
1882). In June CHISHOLM loaded 2,184 tons of  ore at Escanaba, reclaiming i ts 
record (Ibid.- June 2, 1882). 

"CHISHOLM brought in the largest cargo of ore of the season into Milwaukee July 5, 
1884. It was 2,763 tons" (Cleveland Herald July 6, 1884). 

CHISHOLM frequently towed schooners. For exampte, it had the schooners THOMAS 
QUAYLE, J.C. HARRISON and GODFREY in t o w  on a tr ip (Cleveland Herald Sept. 29, 
1881). The schooners did not always accompany t h e  s t eam barge for the entire 
trip, rather they were often picked up and delivered t o  different ports. In April 1882, 
CHISHOLM left Cleveland with the schooners THOMAS QUAYL�, and J.F. CARD in 
towN. S.J. TILDEN was picked u p  at Black River. CARD was left  off a t  St. Clair while 
the others proceeded t o  Milwaukee with their loads of coal (Ibid. April 19, 1882). In 
1885 CHISHOLM started the season with three schooners in t o w l o a d e d  wi th  coal, a l l  
four vessels had different destinations (lbid.- May 10, 1885). 

An idea of the  carrying capaci ty  of steambarges and the i r  tows is gained from 
August 1883 when CHISHOLM had CITY OF CLEVELAND, AHIRA COW,  and SCOTlA in 

I_ Aug. 16,tow. CITY OF CLEVELAND alone was loaded with 2,500 tons of ore (Ibid. 
7 883). 
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Vessels uri forturiatc enough lo come too closc lo HENRY CHlStlOl_lVi did riol fare 
well The cariat boat TOM WOOD was struck by CHlSHOFlVl a n d  sank There was n o  

-darnage to  CHlStiOLM (Clevelarid Herald Juric 8, 1881). rhc l u g  IDA WI. SllVlS had i rs 
wti isl le carried away during a c lose encounter wilt) the  huge s team barge (Itlid A u g-
Is, 1881). 

CHlSClOLlVl arid i t s  tow AtllRA COBR both liir IVORT'H CAPE, a schooricr d o w n  bound  
with a load of grain, in  fog arid rrearly sank it. The str icken schooner  was t o w e d  to  
Cleveland by CHISI-IOLIVI (Cleveland t lerald~ June 25; July 3, 1884). 

Tlic only alteration rioted i r i  t h e  f i rs t  year o f  CHIS1IOLM's operat ion was .the change 
I .. ..-. .of s-teering gear f r o m  wire t o  chain (Clevelal ld Herald Jt inc ' 1 ' 1 ,  '1881). In 'I882 

Cl-1IStlOl.IVI ran aground in  i tre r iver at Chicago and brake i ts  wheel .  Il look f ive tugs 
arid a locornol ive to pull t h e  ship .Lliroiigti -(:he Harrison S l r e e l  Bridgc (tbid. lVov 4,__ ~~ ~ 

1882). 

Repairs include a bent kcy connecting the pistori wi th  the crossf iead i n  '1884 (Ibitl. 
Aug 24, l884). The stern bearings were repaired in  1886 (Detroit '  Free- , ..- .Press JuG.2, 
'I 886). 

In 1883 CI-IIStIOllVI towed t h e  Uracflcy owned  barges AI1IliA COEiti arid CITY OF 
..... . 1-toyd's Vessel,..Register 1890).CL-FVEt-ANL). It was then rated A't'.': i n  the  ltrlaird ....- ... 

I r i  1883 CItISlIOLIVI ran  agioi int l  a t  Lhc Willow Street br idge in  Clevelarid and had lo 
l ighicr some orc  io g e l  oli The vcssc l  w a s  damagcd  alnd enieracl lhe  Glohe dry  

_ _  ~dock for rcy)atts (Cleveland t icrald Ocl '13, I G ,  1883) 

CtllStlC~IIVII i a d  becri rccanlkcd in  1890 and received a Lloyd's rai ir iy of A;! wilh a 
value or $75,000 The ra l ing and value were b o t h  raised in It196 when the shi[i w a s  
rebo~ le redwilt) t w o  now Sco lch  tioilcrs. 

Wreck Evetit 

Thc Inst voyage 0.f HENRY CtIISt I0L.M tlegan in  DuIwth on Sunday, October  16, '1898. 
Cl-1ISHOL.M was loaded w i th  9'2,0011 bcrshuls of b i~ r l ev .  Ttm strip was downbound  for 
Buffalo wi-th .the 220- loot  schooner  JOt  IN IVlAf3TIl~i r i  tow, m r r v i r j g  'I2 nri l l ioi i  board 
feet  of lumber. Captain PA.  Srrritli was mas ler  of HENRY Ct1ISttOl.M and  .the captairi 
o-f JOlHlV IVlAR'I'lN was Jatncs Lawlcss, second mastcr  o f  CHIS1lOI..IVI. Bo't:h vessels  
were rnajori iy owned by 1VI.A. Bratllcy 0.f Clevc la i id  (Wiscoiiait i SLatc .. Journal~~ ~ . . . ~  _. 0c.t. 21, 
'1 898). 

A golc  iit-osc ar id  t h e  wcalhcr was hcawy by the  time the  two vessels neared Copper 
Harbor 011 the Kewociiaw Point .  IVIAR'III~,wi-th fort: and riiairi sails set, cast  o-ff the 
'tow l ine about 5 3 0  p.rn. Wloiid;iy (Ocl .  '17) a n d  was  soon 10s.l: t o  v iew.  There was a 
heavy sowt1lcas.t wind arid CtllSliI11..IVI's c:aptairr hcadcrl iip ttrc Lakc! across  the  w ind  

~~ . .(F t .  Wil l iam Daily Journal, 0~2'.21, 18JyU). CliISl-iO1.IVI cruised about utitil Tucsday 
~ ~~~~.. ~morn ing  in a n  e l i o r t  t o  locato tho rnissiny sct iooncr  (Superior Evc i i ing~ I~~ olcgriirri. Ocl.  

21, 'I89U). 

CtllStlOL M t i o i i t l e t l  [or I h c  Apos i lc  I s l a n d  group arid r c f ~ i o l o da1 Ashl;iiid 1 t ie search 
for JOtlN MARTIN was rosurned a t  1 1 : O O  a m. l u e s d a y .  l h e  searcti rucile ran Lo the 
nottlr s tmrc with a call a [  Gtaiid Mar;iis, a n d  i r o rn  thero 10 starch t h e  Is le Hoyale 
arca ( F l  Will iam I'laily Joi ir i ial  Oct ?'I, 1898) 

76 



The wreck occurred on Thursday, October 20 at either 5:OO a.m. (The Daily Journal 
Oct. 21, 1898) or at 8:OO a.m. while the ship was trying t o  enter Washington Harbor 
(Wisconsin State Journal Oct. 21, 1898). CHISHOLM was doing about 9 knots, fu l l  
speed, when it struck the Rock of Ages reef. The ship carried a crew of 16 (Duluth 
Evening Herald Oct. 21, 1898). 

Soon after striking the reef, Capt.  Smith and First Mate Whitsman (or Whitman), who 
had been consulting in the ship’s cabin, rushed to  t h e  deck and saw many 
fragments of heavy oak hul l  planking floating in the water. The captain decided 
there was no hope of pulling it off and launched the 18-foot lifeboat or yawl boat 
(Detroit Free Press Oct. 22, 1898) under the command of the first mate. Along with 
Whitsrnan in the lifeboat were Second Mate Gilbert Wide (Wilde), Wheelsmen James 
Agger and Angus MacDonald, and Seaman Harry G. Carrow. These men set out 
rowing for Victoria Harbor 14.5 miles away. They arrived there about 1 1 : O O  a.m. and 
were picked up by the steamer DIXON (Ft.William Daily Journal Oct. 21, 1898). 

DIXON (probably HIRAM R. DIXON, a 329 gross-ton propeller built in 1883 a t  Mystic, 
Connecticut) arrived in Duluth wi th the shipwrecked crew aboard (Wisconsin State 
Journal Oct. 21, 1898). This s a m e  account said the crew had gone to  Isle Royale 
before Whitsman was dispatched to  report the vessel‘s loss. CHlSHOLM was 
reported rapidly breaking up and feared a total loss. A wrecking expedition sent by 
the lnman Tug Line had been dispatched. 

Soon after the lifeboat under command of the first mate  left CHISHOLM, the captain 
and remainder of the crew rowed the 4 mites t o  Washington Harbor. The vessel 
was reported in 12 feel of water a t  the bow and 40 feet a t  the stern, listing 4 feet 
(Ft. William Daily Journal Oct. 21, 1898). 

JOHN MARTIN, although feared water logged and lost (lumber had been spotted o n  
the south shore), survived the ordeal in good shape. The steamer NESHOPO, a 2,255 
gross ton propetler commissioned that year and built at CHISHOLM’s home port  of 
Cleveland, arrived in Duluth on October 21 wi th a reported sighting of the missing 
JOHN MARTIN off Eagle Harbor. MARTIN was sailing east. MARTIN was reported at  
Sault Ste. Marie “the  evening of the 21st under t o w  of the Canada-Atlantic liner 
ROMAN. ROMAN was a 2,348 gross ton package freighter built in 1891 in 
Cleveland. It was reported ROMAN picked up MARTIN off Copper Harbor, near where 
it was originally separated from HENRY CHISHOLM (Detroit Free Press Oct. 22, 1898; 
Duluth Evening Herald Oct. 22, 1898). 

Salvage 

Soon after the steamer DIXON arrived in Duluth wi th ‘the shipwrecked sailors and 
news of HENRY CHISHOLM’s stranding, Capt. Byron B. lnman sent a wrecking crew 
t o  t h e  site. 

Inman was the most prominent tug owner of Duluth. He had, at  one t ime under his 
command, 22 vessels of all types engaged principally in towing and wrecking. He 
had built a reputation of note many years before for towing the largest t o w  on 
record through the Detroit River: seven vessels wi th an aggrega te  tonnage of 4,323 
(Mansfield 1899:2:44-46). 

Capt. W.H. Singer of the Singer Tug Company, a rival of Inman, arrived a t  the wreck 
site on Friday, October 21, aboard the tug ZENITH f rom Duluth. Singer returned to  
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(tVlaryuotto 

- - 

Dululti O ~ ITuesday, October  25 ,  with a rncssage of dire prosper;-l-s for CHISt-IOLIVl's 
. ..bcir ig freed - ~ , . _ . - - - . . I _ ~ ~ ~ ~ ~ _. ~~ ~ ~~~~Daily ..IVliriirig .Jourrral Oct.  23, 'I 898). OPlior report!; were 

rrrore optimist ic. In Clovetat id 1VI.A. Ijratl ley received a disparcli from Dir lu th  tha t  the 
steamer IVlcGHiGOR had reached the wreck arid repor ted . that  i t  was "oul: two  feet  
forward, but is i r i  good shape and t he  wcather is favorable" (0etroi.l Free Press Clct.~~~ ~ 

2 3  "8913). 

Apparetltly, Irirriuth abandoned opcralinns on October  24. I le  w r i t  a t e l e g r a m  tu  
owner  IV1.A. t3ratiltly s ta t i i i g  t h a t  two stearn watcr  pumps had tieen utiablc to  lower 
the water in CHISHOI.Ivl's ho ld  ;In inch.  He predic ted t h e  stuarnc'i- would go 
cornpleicly to  pieces in G hours should rherc! be  a n y  bad w e a l h e r  (Dctroi ' l  I-'ret?~~~~P ress- ~ 

~ . . ~ ~ _ .  
oc-t.25, '1898). 

Tho batl wuii ther d id  apyiear. Orr Octoher 24, a nortttwcst yalc i t rose blowing 27 
miles an tiour. I t  b lew l t r a l  r1igtr.s. a r i d  t ie i lvv  s i ~ o wsqual ls  l icgan on I-he 2 5 t h  
(Detroit  Free! Press Oct. 26, '1898). The riewsf)apei' r e p o r l t x I  all vesscIs were held in 
t o  r --:iu 0 0 ~ slorrn. CHISt-IOI.IvI was rrieiit ioiicd: "... is bel ieved she wen t  to 

... -. .- ...pieces i r i  l as t  r i ight 's gale" (DeCroii: Free Press Uct. 27, 1898). 

In INoverurbor, sa lvor  Jarncs Reid v is i tcd ( t ie s i te  abo:;rd tug PIIC)I-EiClOfL Hr! 
reporlcd the ship had goric t o  pieces, bu t  " l h c  rnacti ir icry can be saved" (Detro i tI--._ 

Free Press Nov. 'I I ,  lLlU8). 
~~ .. . 

Thc w o r t h  of l t i e  bo i l c is  was Cst i t i iatcr l  t o  be $3,500, siircc tlicy hild oritv bceir in 
use  for 2 years whci r  CHISt.lCl1.M wrocked.  -1 l i c  190'1 price:; f o r  a ricw Scotcli b o i l c r  
was bc:Lwecri $G,000 and $7,000. 'I'tic ei ig i i ic  was repor ted 'Lo 1i;ivc ro l led tlowtr off 

~ 1Vc.w~I r i h u r i e  A i ~ g .2, 190't). No-~ . .... ........the reef i r i  more t t ra r i  '100 feet oC w a t c r  (L)u l~r~h 

rct:ords of o t h e r  v is i l s  to  tt ic s i ie  arc: Icriowti u n t i l  red iscovery  o l  l1ic site by spor t  

divers i c i  (t ie '1960s. 




Fig a t  
Cle :al 
Sor 

Fig. 4.4. Construction yard photograph during the building of a conternporar'Y 
stea mbarge similar t o  HENRY CHISHOLM. U.S. Army Corps of Engineers Canal Par.k 
Marine Museum Collection. 
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their passage through the limited dimensions of the locks of the 
Wetland and other canals leading t o  the level of the upper Lakes. 

AL3ERTA was launched July 12, 1883 and ALGOMA on July 31. M i s s  Shaw of 
Glasgow performed the ceremony of naming the latter vessel (Glasgow Herald July 
13, Aug. 1, '1883in Scanner 1974:7). 

ATHABASCA was the first to  sail for  Montreal, leaving on August 24. The boilers 
were found t o  be leaking and the vessel returned t o  port on August 29. The 
repaired ship sailed f rom Glasgow three days later with a load of coal. ALBERTA 
and ALGOMA fol lowed on September 25, also loaded with coal (Glasgow Herald 
Sept. 27, 1883). The t w o  sisters arrived 13 days later in Montreal, making  better 
t ime than the trouble-plagued ATHABASKA (Glasgow Herald Oct. 12, 1883). 

The arrival of the new Clyde steamers generated much interest, and the Cteveland 
Herald (Nov. 30, 1883) carried a description of ATHABASCA that is informative of the 
procedures and details of the sister ships: 

Buffalo, Nov. 27. The ATHABASKA ... has arrived in t h i s  port. She 
came in two sections, which wi l l  b e  joined into a complete hull a t  the 
lower dry-dock of the Union Shipyard.  The  arrival of a Clyde-built 
boat h a s  naturally occasioned considerable interest in marine circles. 
The ATHABASKA is one of  five steamships that will forrn a line from 
Algoma Mills, Georgian Bay, to  Fort Arthur, Lake Superior, a distance 
of 350 miles .... The ATHABASKA is of steel throughout and measures 
8 feet between decks. She is quite sharp forward, and has a clean cut 
stern though having barely half t h e  overhang of the average Lake 
steamer. The hull is divided into seven compartments. Her carrying 
capacity i s  about two thousand tons. The steamer is provided wi th  no 
less than twelve engines, including t w o  for working the rudder. One 
of the most  remarkable of her appliances is what is called a repeating 
telegraph. By means of this the pilot gives the signals to the 
engineer, who receives them on a dial in the engine room, and sends 
them back t o  the pi lot on the bridge. T h e  latter can thus te l l  whether 
his orders have been understood. Another indicator on the bridge 
shows the direction of t h e  rudder a t  all times. 

The ATHABASKA lef t  Glasgow about September 1st for  
Montreal, with a cargo of soft coal and pig iron .... She arrived a t  that 
port after a tedious tr ip of twenty-one days, her air pumps giving out 
fully eight times o n  the trip. It was necessary t o  cut the hul l  in two in 
order to take it through the shallow canals of the lower St. Lawrence. 
As she was built with this object in view, the work was readily 
accomplished. The sections were placed on pontoons to  go through 
the canals. Arriving at the foot of Lake Ontario the pontoons were 
removed, and the parts rested on their own bottoms. Two more  ships 
are now in the Welland Canal, and are expected daily. 

Buffalo, Nov. 29. The tugs WILLIAPlS and ALPHA this morning 
brought in the two sections of the Clyde-buitt steamer ALBERTA f rom 
Port Colborne. They were placed in the Union ship-yard's upper 
dock. The ALBERTA is the duplicate of the ATHABASKA. 

T h e  Two sections of ALGOMA wefe brought t o  the  docks t h e  next day, but  the  job of 
towing the sections of the three sisters was difficult because of bad wealher. The 
newspapers commended Maytham's tugs for  succeeding (Clevcfand Herald Dec. 1, 
1883). There had been some problems encountered while towing. 
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The CPR ships were not the first vessels  loo loiig t n  pass through t h e  Beauharnois 
and Cornwall canals  to  be c u t  in two a t  1Vlorrl:roal. Sorric i ror i  guriboats had 
previously boor1 cwt apart, as h a d  -the passer iger slearncr RO'I t1CSAY CASTL.E, a 
.former blockade runner. One of Ilhe ear l iest  vassc?ls to  he soverod in IVloni.reill lor 

~~~~ ~.carla! passage  w i i s  CAIVIPAIW (Sc i t i e r  ' IW6:7  .froill - I t i t !  B r i l i s l i  Whig Oc-t. 't8, 'l883). 
The cutting a n d  t ranspor ta t io i  r .thest! earlier vessc ls  was lorig arid dilficult. 
However, the Cf% vessels were coristruclcxl to eiisc t he  operation: 

... the  vessetrs l  hav ing  been r :o r i sL~ -uc~er lwill1 'the knowledge of -[tie 
required operat io t i .  Iri cor isoquc!r iw, t t ~ cstrocls oi- i ror i  Lstecll were 
rriadc to tit a r id  'LO enti a t  rtie place wtierc she was cut ,  and irori 
bulktieads 5 fec t  apart creci.ed on each side of tt ic coriricction. 
Accurdirigly a l l  t h a t  wiis riot;t!ssary was to knock oCT ilie I-leads of  t h e  
r ivets  at the joirrl: a n d  .floaL thc! .two pieces t o  l l ieir  des.tina-tion 
-~ ~~(Scanner. 1976:1 -froin l'hc Elrittsh Whig Oct. 18, '1883). 

The t a s k  of joining the s e c l i o t i s  tlie new sl( :a~net-s w a s  not as easy as  firs,[ 
surmised. Reasscmbl i r ig  A1 tIAtlASCA (for .the Cirs-t .t i inc appcariiig wi.tti a "C") took 
about  a week -~ "a delicatr! jot) .LO gt!E .[tie r i ve [  t ioles ocacl lv in p l ~ c e "(Clt:vc?iand...- .. .. 

~ . 

_- ~Hera ld Uec. 2, 1883). I t  was i i r i  cxycr is ive opor;iLiori t o  m o w  rlic stcarriers froiii Porl 
Colborne 'to Buffalo, where tt ioy would winter. 1.t cosL inor6 than $'l8,ULHl 'to m o v c  

. ~~ ~~'the vessels (-l'htirrdor Bav Scwtirrcl i'3cc. I ,  'I13U:I). 

When tt ie vessels  appeared in  Lakes serv ice eii(:II sh ip  was painlet1 black witti a 
r ia r row whil-c! strip[: below ttic deck ttivel. Caf i i r is  were pa i i i l c r l  while arid Pfic furirlcl 
was black with a wide red batid, also cati-viiiy ii vory tiarrow w h i t c  bar id (Sca i i i i o r..-. . 
l974:9). 
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only be loaded to  13 feet. The hold is divided into compartments by 
six watertight steel bulkheads. 

The motive power is supplied by compound engines driving a 
screw 13 feet, 6 inches in diameter and having a pitch of 21 feet .... 
The boilers, two in number, are each 12 feet, 3 inches long, and are 
made of Seimens-Marlin steel, 15/16 inch thick and tested t o  a cold 
water pressure of 210 psi. The furnaces are of the latest 
improvements, being built of corrugated iron. The screws are not cast  
all in one piece, but  the blades are bolted t o  the center-piece so that 
an  injury to  one piece does not necessitate the renewal of the whole 
screw. She carries t w o  steel masts, wi th such a spread of  fore and 
aft canvas as t o  b e  quite easily handted in case of a breakdown of the 
steam power. Besides the main engine she has auxiliary donkey and 
hoisting engines, steam pumps, and siphons. The anchors ,  windlasses, 
and capstans are handled bp steam and all freight is taken in or  out 
by a hoisting engine on the main deck running the  four hatches. 

The equipment is in keeping wi th  the superior hull and motive 
power. She is steered by steam, and large as she is  her course could 
be directed by  a child. There is no top heavy texas [deck] as is 
usually seen on Lake boats, but  instead there is a spacious bridge 
above the wheelhouse and extending the whole beam of the vessel. 
In the wheel house a small wheet, not  3 feet in diameter, stands 
before a regulated compass. Under the feet of the wheelsrnan i s  a 
small but exceedingly beautiful steam engine, controlling the wire 
cables, which serve as t i l ler cha ins .  On the bridge is another similar 
wheel facing one of  Sir William Thompson's patent compasses .... The 
Thompson compass is the result of the highest scientific research in 
navigation, and a product of  human knowledge as  [is] the great steel 
ship itself. The steering apparatus i s  not  completed by the  t w o  
wheels we have mentioned. There is another aft, to be used in case 
of accident to the others. It is a large hand wheel, on the shaft of 
which are right and left hand screws, with a binnacle cornpass in front 
of it. 

... She carries six large l i fe  boats and about 600 life preservers, 
with a liberal allowance of l i fe  buoys about the decks. Of chain and 
steel wire cables and patent anchors handled by steam there is also a 
good supply. She was built and equipped according to  the English 
Board of Trade regulations. 

Large as the ALGOMA is she is without an oil lamp. She is 
lighted throughout by the Canadian Edison Electric Light Company, of 
Hamilton, in a style never before seen on the Lakes. She has a 6 1/2 
by 8 Armington and Sime engine of  330 revolutions, driving an  Edison 
Dynamo, supplying 110 lights of sixteen candle power each, and 
having att the regular attachments and details as used by the Edison 
Company in steamships. The lamps can be controlled by the engineer 
of the d y n a m o ,  or each single lamp can be turned on or off by a k e y  
attached t o  its socket .... A novel and useful feature of lighting is an 
electric lamp wi th  a long, flexible conductor. It can be taken from the 
boat arid carried up dark decks or can be used in the examination of 
the screw, rudder, or  a n y  submerged part of the hut1 .... Matches are 
not used o n  board, not e v e n  -For lighting pipes or c iga r s ,  electric cigar 
lighters being provided for that purpose. The CPR boats are the first 
on the Lakes to  be l ighted by anV system of electric appliances. 
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Her passerigcr accomrriodal ion i s  of the highest class. Sirigle 
btirtt-ts are prov ided ,for 'I 80 f irs( c lass  passengers, atid s tecrago bunks 
for 200, wilh room to iricroast? steerage accornrnotlacioris for 1,000 
persoris. The s lecraye i s  on tlic main  d e c k  and is  roorny a r i d  well 
l ighted. At1 t h e  bunks are single, arid ihe steeraye i s  suppl ied with 
hot and cold water. Closets are nuiricrocis, a o d  .the s-leerage 
passengers arc well provided l o r  iin everv way. The hit-t i i lure of the  
mairi saloon is firs,[ c lass arid accords with tlic gcncral eq i i i ~ i t ne r r lO F  
the vessel. B a t h  rcmriis and smoking roorns are provided; a t id  t h e  
steward's r o o i n  is on thc uppel- deck i i is tead of o r i  (lie rriaii i  deck. 
Th e engir i  e e r's, p a  r t c r's, p LI rsc r's, a iI (1 exp  r e ss r i l e  s st!r i  g c r's q 11 a r.ter s 
are or1 the main  deck,  wtiicli is well ligtiketf b~ deadiighis. -l'he crew 
have a very coni for lablc forecast le .  

The protect ion aga i i i s t  f ire i s  .(tie triost arnpl t !  thxi: huti iai i  
ingoriuitv car1 devise. In ( l i e  l i r s t  p lace tlic vesse l  iiselC is of str!el, arrd 
t h e  hull, o f  course, cari i iol  burri. The r i i a i r i  and u p p r  decks a r t !  of 
steel, thoucjli t h e y  have an ex i ra  flooririij of wood. Only [ l i e  cabiris or 
the cargo can burn. The ciibirLs, arid in  i a c i  a l l  parts oi' r h c ?  boat, a re  
fur i \ ished w i l h  cold w a k r  pipes, for lire ptrrposcs, t he  water being 
scrpplied by a dorikcy erigiric. 'I'tre hold Lleitig tf ivit lcd by ,f i reproof 
bulkheads,  Fire canno-l: sprcacl beyor id  'the cornparlrr.icrit in wh ich  it 
rriay originate, arid .ttit!re i t  ciiii b c  coii lroltud, by .chc steairi pipes in  
each hold, th rough wh ich  s tca in  caii l i c  blown to oxi ir igi i ist i  i t .  Thc 
r:noks quartc?rs a n d  t i i c  oil roolii arc en(:asr!d in  steel, a n d  ii slc?cl 
casi i iy is abou l  the boi lers ar-id r u n s  clear to the crowt1 deck.  The 
erigii lc works, which i s  seen in  Phc main salooi i ,  is  erii:a!;t!d i r l  . teak.  



which it is  lowered. Besides the boats, she carries a large number of  
life preservers and rafts. 

There have been published reports that ALGOMA carried the first Plimsofl mark on 
the Great Lakes, an assertion that appears unsupportable ( e . g .  one of the earliest, 
and the probable source for later authors, is  Young 1957:90). The f i rst of the three 
sister ships on the Lakes was no t  ALGOMA, but ATHABASCA. If all three ships 
carried the mark, and they were the f irst on the Lakes, the originating honor would 
go to ATHABASCA. 

The lengthy contemporary descriptions above are the only t w o  that were located 
mentioning the Plimsoll mark. One refers to  its appearance as a "novelty on the 
Lakes," but recognized by any sailor (Thunder Bay Sentinel May 16, 1884). The other 
reference only states: "she (ALBERTA as representing all three) carries the Plimsoll 
loading m a r k  (Scanner 1976:lO f rom The Sarnia Observer May 16, 1884). The CPR 
sisters may have been some of the first to carry the familiar circle a n d  line of the  
Pfimsoll mark, but i f  they were the first, iT was apparently not  noted in the press 
reports of the t ime. It would besurpr is ing if the three ships indeed had carried the 
first Lake Plimsotl marks and the press faifed t o  highlight that fact, especially since 
the newspapers made much of the other remarkable attributes of the  vessels, such 
as all steel construction, employing an engine telegraph, Thompson compass and 
electric lights, etc. 

There can be l ittle doubt that some of the f i rst electric l ights on the Lakes were on 
these vessels. The first ship to  carry electric lights anywhere in the wor ld was t h e  
Fall River tine passenger liner PILGRIM, bui l t  in 1882. PILGRIM plied Long Island 
Sound with lights installed by Thomas Edison (Johnston 1983:44). There is little 
possibility of another Lakes vessel having been fitted with this innovation before 
ALGOMA and i ts sisters. (GARLAND, built in 1880, had electric lights, but these were 
probably a retrofit.) Further historical research wi l l  undoubtedlv produce more detail 
on the construction details of the remarkable CPR vessels, and perhaps clarify which 
attributes of Lake craft originally appeared on these ships. Until then, t he  influence 
of ALGOMA and i ts sisters remains only partially documented. 

Operational History 

ALGOMA, completed in March {Thunder Bay Sentinel March 14, 1884), was ready to  
begin operations in May, 1884. The ports of call on the f irst voyage were t o  be 
Cleveland, Detroit, Windsor, and Sarnia, wi th  a public gathering planned for the 
arrival a t  Owen Sound. Before its departure f rom Port Colborne, some concern was 
expressed that the new CPR ships had such a deep draft that, even when light, they 
would b e  able t o  enter few of the Lake harbors (Cleveland Herald May 2, 1884). The 
ships drew a l ittle over 7 feet when l ight and could carry 1,000 tons on 12 feet of 
draft (Cfeveland Herald May 24, 1884). 

On May 16, ALGOMA was the first of the new steamers t o  arrive a t  the Lakehead 
port. The ship had left Owen Sound a t  3 a m  on Sunday and arrived a t  the Saul t  
River that evening and made Saul t  Ste. Marie by 9:30 p.m. Along the way i ce was 
encountered. An indication of the speed capability of the new ship was 
demonstrated when ALGOMA overtook the steamer NYACK, quickly passing it and in 
a run of 77 miles, gained four miles on the  older vessel. ALGOMA had 250 tons of 
pig i ron aboard and 16 carloads of baggage (Thunder Bay Sentinel May 16, 1884).-
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� i y M  11Liridred to '1,WO people w c r c  wailiirg or1 the  wharves w h w  ALGOIVIA pl l l lct l  
into [tic Marks' Dock a t  8:30 a.111. 

'The appearance o-f .the vessel as she neared the dock wits striking. 
Every available p i w e  of burit iny was spread t o  i h e  wind, anti she rode 
i r i  as stately as anv o(:eaii s tearner  ever entered harbor. The scene 
wtric;ti preseniccl itself trpoti the rrra ir i  deck caii o n l y  be l ikcried .to t t ie 
appearan(:(! or an (icearr ern i~ j ran tship iipori tier arrival a l  a n  Arriericaii 
seapoi L. Over a Lhoirsarid s lcerayc passengers were c rowd ing  round 
ttie g a r q w a y s  ready to latid as sioori ;IS a n  uppor tur i i iy  offered. 

Of the general CXceIIeiicc of .the tioat hersell: too rnucti ciiritioc 
b c  said in her .favor. She is cetLaiirlV the  -firresl boat that  h a s  ever 
sailed upon these greai  irrland seas, a n d  t ier sirperiority over all other  
L.akc crafl: i n  every par-CiciiIar is at ont:e appsren't. She has a crew t)(  

35 a l l  iold, C a p l a i n  lVloure corvrtiiiiritls her, aiid her f i rst  a n d  second 
rnalos a r e  IV1.S. Haslirigs aiid t t  IVIcLeotJ, respectively. Gaorgo 
Pet t igrew i s  t he  c l i ic f  eriyiireer arid his assistarit i s  A. IVIcDerrriid. R. 
IVlcKenzic i s  purser, arid C .  Ti1vlor is stcward (I l iur ider ~ Day Seritiriel 

Owen Sound Advert iser Nov. '12, 1885).May 16, 1084). See also -~ ~ ~~~~~ . . . ... ~ 

'P hc C Ptl s L (2a Iri t! r s d e i'ii o [ I  s t  ra it: d t t It: ir s (I(: I: t!ss " fo r  1tie p11 rpo se for w tr ic 11 t t ic'v w c! re 
intet ided" by entering a l l  Ihc! I iarbors; they ;-11so de i~ ions t ra tedthei r  sci(:ccss in  fast  
runs a r i d  quick del iveries (Clcvcland ~ ~~.,....... t-lcralil. M;IV 24, '1884). G o o d s  ordcrocl frorri 
Toron-Lo wcrc del ivered to l'lrundcr Bay i j i  record tirnc. T h c y  h a d  Iravcllt!d nearly 
700 rnilus, rnost  of which wiis over  wi l ier  aljo;ird Al.COIVIA. Dur ing t l i is run, 
ALGOMA set tho  record for tho f a s l c s t  ruii twtwcon Owen Soiirid arid POI-I Artt i i l r ,  
The rlist;iric:c! was 545 statcilc rniles arjti -[he rur) was rriadc! i r r  39 hours a n d  42 
mi~iLl,tc:i. 'I'tic? ru i i  across Lakc Superior was rriadc irI tl ic extraordinsirv tirrrc o.f 20 
tiours. Passengers ahoard this run rrradc thc: joirrriey horn l o ro r i t o  to IPorl Arthur, a 
d ishr icc ol:670 rniles of whir;h 545 was over water, in Ihc "uriproc:erlcntccI short 
t i m e  or 47 hours"  (Thuridur Bay Scritirir!l M a y  2 3 ,  l884).  

~~ ............. ~~ 
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company had best find out where it i s  before their boats are at1 smashed to  pieces" 
(Duluth Tribune Aug. 8, 1884). 

ALGOMA was involved in a n  accident in August, apparently through no fault of the 
crew. The steamer SOVEREIGN collided with ALGOMA while the steel ship was lying 
a t  the Government dock. SOVEREIGN, under command of the first mate, reportedly 
struck the starboard side of ALGOMA. The stem of SOVEREIGN was carried away 
from the collision, and ALGOMA had one of its plates stove in near the main guard 
(Thunder Bay Sentinel Aug. 7, 1884). 

The remainder of the season was uneventful for the CPR sisters. 

Wreck Event 

As the 1885 season drew to a close, it was clear it would be a poor o n e  for Lake 
transportation. Severe competition, low rates, a n d  smallpox were listed as the 
principal causes of the worst season on the Lakes in years. Several lines of 
steamers were laid up during the season. The only company to  report a decided 
improvement was the Canadian Pacific Company, owners of the three new steel 
sisters ATHABASCA, ALBERTA a n d  ALGOMA (Cleveland Leader Oct. 18, 1885). The 
season was not over for the successful company, however. Before the  1885 season 
closed, CPR woutd suffer the worst human life disaster in Lake Superior history. 

ALGOMA left Owen Sound for Port Arthur Thursday, Oct. 5, 1885, loaded with cargo 
and the fewest passengers it had ever carried. There were seven cabin and six 
steerage passengers (or five cabin and 6 steerage, Owen Sound Times Nov. 12) 
aboard; the cargo consisted of 134 tons  of general merchandise, and 297 tons of 
railway supplies (Duluth Tribune (Weekly) Nov. 13; New York Times Nov. 11, 1885). 
The light passenger list could h e  attributed to  the lateness of the season and t o  the 
general decline of passenger traffic as  a result of rhe opening of the "al l  rail" route 
around Lake Superior (Owen Sound Advertiser Nov. 12, 1885) earlier in 1885. 

According to  Capt. Moore, ALGOMA passed through t h e  Sault Ste. Marie canal on 
Friday Nov. 6, about noon. The steel steamer ran into a heavy gale and blinding 
snow storm a t  the halfway point of crossing Lake Superior. The storm increased in 
intensity until it quickly reached hurricane proportions. The storm of Friday night 
and Saturday morning was "beyond a doubt one of the greatest hurricanes that have 
occurred during the last 5 years. The dreadful storms of 1881-2-3, which did so 
much damage, were exceeded in violence b y  the terrible tempest of the 6th and 7th, 
in the opinion of many old seamen" (Port Arthur Sentinei Nov. 13, 1885). 

The storm racked ship was rolling s o  severely that the f i rst  mate ordered the sails 
set to  steady it. Under sail and steam combined, ALGOMA made 15 miles an hour 
or better, but was drifting to leeward off the se t  course. A lookout was posted 
about 3 a.m. to  sight the Passage Island light. The steamer maintained its speed 
untit a b o u t  4 a.m. when the captain ordered the sails down and a change of course. 
The engines were stopped while the sails were lowered and the new course set. At 
4:40 am.,less than five minutes after the engine telegraph bells sounded to 90 
ahead, there was a crash (Port Arthur Herald Nov. 14, 1885). ALGOMP. was aground 
on Isle Royale. 

An early newspaper report recounted the wreck event (Pcgt Arthur Herald Nsv. 14, 
1885): 



-- 

"A t remor shook t he  steamer f rom s t e m  to s.terri, and a moment 
afterwards she partcd, just forward of the erigitie [actually, just 
forward of the boilers-LIVl.1, while the waves rushed i r i  at itie vents 
and over the forward dcclts. Panic irrirnediatelV ensued, and a l l  was  
chaos and corifusion. Passengers, who were calmly reposiiig in their 
berths ... were rudely awakened by tho grinding of the hull or1 the 
rocks and the roar of t h e  slorrn. Thcre WilS no Zirne, however, t o  
consider The situation. The waier poured in lhrough the broken 
t imbers  arid over the deck, putting out Ihe fires, which soon had -the 
effect of s,topping l h e  engines and shuttirig o i f  .tho eloctric 1igh.t. All 
was darkness, storm and snow. Dayligtit was just breaking, but did 
not afford sufficient light .to enable i h a  crew 'to see where they were 
.... The steamer had shif led around after striking arid was rest ing wi th 
her sterti upon the rocks, while .the Iorwarcl cabin arid .[tie tiow of the 
boat  were -fast crurnbling to  pieces so furious was stre being beaten 
upori the reef. The purser, secorid m a t e  arid steward who were a l l  
forward, wade a n  allernpt .to reach Itie after part 01 the vessel, which 
was now the only place of safe.ty. In doing so they  were s.truck b~ a 
large wave, carried overhoard arid disappearcd benenlh the surface. 

Some fisherrrreri sighted tliern and went to their rescue. After 
taking in I h e  dread.ful situation the fishermen went oirt a n d  irvtercepted 
the ATI~IAUASKAwhich was then coming up t he  Lake. 

The first news af the disaster arrived late or1 Nov. 9th in Port Arthur wi th  the 
survivors aboard AIWABASCA. (It would be two decades before wireless appeared 
o n  the Lakes.)  The l i rs l  reports of t h e  wreck were in thc press ttre next day. The 
early reporis indicated about eight passengers arid twcrity-five crew were lost 

Journal Nnv. 'lo, 'I 885). Other accounts reporred various numbers(Wisconsin S ta te  .,_____~~_ 

for lhose los l  in t h e  wreck (e.y., I-_._,__-Cleveland Leader INov. -10, I885 reporled 37 lost; 
-~ .... ~ ~~Wisconsin Stale Journal- Nov. 11, reported 47 drowned, and in another article of the 
same issue slated: "Other officials .freely say that fully I O U  have gone dowri will-i -tire 
vessel"). 7lie lack of company records accoun-Ps for t t re confusion regarding ttre 
number aboard -- the only passenger list W B S  apparcntly aboard the lost  vessel. 

As is usual in the altermatti of  a shipwreck, much speculation was generated to  
~ _~account for the disaster. The Wisconsin State Journal (I\lov. 1 ' I ,  1885) staled .that 

the official dispatches "intirrial'ed" t t i a l  ALGOlVlA was making for  shelter in Rock 
Harbor wlieri -the wreck occurred. 

A lengthy article tilled: "The Captain's Staternenl" appeared in some of .the regional 
newspapers. The statemenl, evidently fabricated by someone other than the 
captain, describes panic aboard the vessel during the storm. The captairr had 
unsuccessful lv atrempted to  quiet -the fears of those ori board. The wreck of 
ALGOIWA, according to  this account occurred as the cap'tairi was seeking refuge in 

-Rock Harbor (Owen Sound Advertiser Nov. 12, '1885. This accoun'i: also appeared in 
II-.__- ~ 

the Nov. 'I 1, I885 issue 01 New York Times). 
I___ ~~ -.,.I 

This report, which had c i rcuhted as an Associated Press dispatch, was discourited 
bV The captain and others. Captain IVlooro, still su-ffering from injuries received 
duririg the wreck, said the sta lerner i t  was wholly uri.trtic, and must have been sirriply 

_ _ _ ~.. Weekly ~ ~~Sentinelcnanufac-tured by the reporter (PorC Arl lrur ~~ -~.. I'dov. 20,1885). T h e  same 
newspaper labeled .the report "shameful." 
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An accurate statement of the  captain was printed in the newspaper (Owen Sound 
Times Nov. 19, 1885): 

The steel steamer ALGOMA cleared from Owen Sound a t  4120 pm, 
Thursday, the 5th inst, bound for Port Arthur, having on board a 
general cargo of merchandise of about 400 tons, We had a good run 
to  Sault Ste. Marie, which port we cleared a t  1 o'clock on the 
afternoon of Friday, (6th) and passed Whitefish Point a t  3:50 the same 
day. It was blowing a strong breeze from the east and north west. 
The wind was increasing. We made sail a t  Whitefish Point a t  7 p.m. 
The weather was the same, but the wind was slightly increased, with 
occasional squalls attended with rain. At midnight the wind had 
increased to  a moderate gale with frequent squalls, accompanied with 
rain and  sleet, and a sea getting up. At 4 a m  [7th] the wind shifted 
north east with violent snow squalls and a heavy sea running, when 
we checked down and commenced taking in sail. At 4:30 am al l  sait 
was in except the fore trisail [probably fore staysail, cf. notarized 
statement of Capt. Moore Dujuth Tribune Nov. 13, 1885 ed.] ,which was 
partly in, and we put the wheel hard to  starboard, and the ship was 
coming around to  head out on the Lake again on account of the 
snow. After leaving Whitefish Point, our proper course was northwest 
by west, but the wind being from the northwest, we steered northwest 
by west quarter west until 10 p.m. to allow for leeway, when the 
course was changed to northwest until 4 a.m. We then steered west 
by s o u t h  for the purpose of taking .sail in. While the ship was coming 
around as mentioned above she struck aft about 4:20 and continued to  
forge ahead, driven in by the heavy sea. About 4:40 she settled, the 
seas making a clean breach over her atf the'tirne and smashing the 
ship up. A blinding snow storm continued. On account of the seas 
that were running and the surf, il: was impossible to  make anV effort 
t o  save t h e  ship or cargo, and about 6 am she parted at the fore side 
of t h e  boiler, and the freight got washed out and some of it was 
driven ashore. 

There were 14 survivors (New York Times Nov. 13, 1885), two passengers a n d  12 
crew including Capt. Moore. Forty-five or 47 persons were lost. This shipwreck 
claimed more lives than any other in Lake Superior history. 

One widely circulated account had al l  the survivors corning ashore in a single 
lifeboat (New York Times Nov. 10, 1885). This is not a n  accurate account of the 
wreck events, and led to the press raising the question as  to  why there were but 2 
passengers saved with the 12 crew. The later appearance of accurate statements of 
survivors cleared the insinuations (Port Arthur Herald Nov. 21, 1885). 

The accounts of the survivors add much detail to  the events of the wreck. Mr. 
Witliam R. McCarter ,  a journafist and one of the two surviving passengers gave the 
following account (Owen Sound Times Nov. 19, 1885): 

After leaving White Fish Point the wind increased, but the vessel was 
a staunch one and n o  fears were entertained, as she slaod the storm 
splendidly. About 9 o'clock on Friday evening, I was on deck, and 
although there was a heavy wind, the steamer was making splendid 
progress. The passengers al l  went to  bed, and about twenty minutes 
to five 1 felt a slight shock, which alarmed me, and 1 jumped up. I 
found a general alarm, and several deck hands rushing aft  excitedly. I 
followed them and asked  what was wrong, but they did not seem to 
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know. One of them said, " ' l t i i s  is a terrible af fa i r ,  but I hope it will 
corrie out a l l  right." As soovi as the  hull hecame f a s t  oiI the rocks, the 
force of the waves dashing in fury agairisr it soon bralie up the 
saloon, and  it was swepl away. I ihink .the wornen arid children never 
gut outside, but were probably drowned or disabled by the waves 
rushing in, and were carried of-[:with the  cab in  when it was swept 
awav.  Ttie sea was terrible, the waves rushing i r i  greal  mountairis 
over the deck, and everv few miinules  t he  despairing shriek o l  some 
poor fellow would tie heard as tie was carried off and lost. One thing 
followed another wilh such rapid i tv  .that there was not I ime to do 
anyl-hing wi,Qh i h e  boats, arrd they were swepl off witti t h e  cabin. The 
electric; liyhls weti[ out, and i i  was iniensely dark, so  that I could only 
see w h a t  went on immcd ia te ly  around m e .  A great many jurriped 
overboard, a n d  tr ied to get to  shore wjlh li.fe preservers, but only 
three of .thein succeeded, the olher-s ticirig dashed aga ins t  .the rucks. 
T'he mien froin below had crowded up on the uppor deck, near the 
stern, al-though some had rushed forward a n d  were lost .  Amidst the 
.terrible exciternei i t  arid conl'usion, Capt.  IVloore was brave and cool. 

A i  great risk t o  himself he seized a rope, artd ran i t  along as  a 
l ife line, telling u s  .to hold on t o  t ha t ,  wid had i~ n o t  been for it, m o r e  
(if us would have shared t h e  fiitc of t h o s e  who were l o s t .  The 
forward part of the saloon had a l l  gone, but a l i t t le piece was standing 
near the stern, a n d  we were under ihe projecting roof outside of t ha t .  
Timbers were crashing in every directiori, arid we were afraid t h a t  thc 
protecting roof would fa l l  oti us. The C a p l a i n  wen1 af t  to ye1 a post 
t o  prop it up, atid CIS he was corning h c k ,  there was crash, a n d  
heard him c r y  out, "I'rn darie io r  w h a ~will becot-ric r i l  these poor 
people'?" Out tie stuck Lo .the post and dragged  it along, wounded a s  
he was, .though il did no'i: prove of triuch service atter all. When .the 
captairr was struck, ario,i:her m a n  cal led out,  "l'ti i crushed, I'm gorie!" 
Though 1 could not see him, kliost! w h o  were next to hiin said t ic? was 
carried of.f bv [he next wave. Twice when the waves h a d  carried ma 
off my feel and  I was nearly gotie, Capt.  IVloore, who was nexl: t o  me, 
caught  m e  and helped r i le up again, saying, "I wil l save you, old man, 
if I can." Two 0.l' Llie men tiad gut down by Ikc -fender and were  
holding on there. 1 asked them how they were doirrg, when t h e y  said 
it was terribly cold Iherc, I did riot allernpl; .to go. Orie of t h e m  gave 
up a n d  was lost soori af ter .  Wi ie i i  it became tlayIight,we could see 
the rooks towering t ip  in trori l o f  us, c l o s e  a t  Iiatid, but with the 
terr ihle sea it was i rnposs ib le  t o  get  to  shore. We rrranaged aflctrward 
lo get down ta the lower dar;k, where we al l  lay, co ld  a n d  wet, 
lisletiing to  the  terrible slorrn ragirig, arid r1o.t kriowirig but we migh-i. 
share [he .fate (1.f .the poor follows who had already gorie. We s p e n t  
t h e  whole of Saturday riight in t h i~ l .position. On S i inday  rnorning the 
storm had abated, aird we descried a .fishing -tug,wtrioh we hoped 
would see us, but it wcnr away. N e a r  tioon, when ehe sea t iad calmed, 
the -three who had escaped .LO shore took a line from cis it was 
orilv aboul 40 o r  50 feet ~- and piilletl us 'to shore on a raft ,  1-he 
captain was sent first, w i i l i  a r n a n  i c i  hold hirn, as he was unable  l o  
s tand ,  from his injuries. The l a n d  proved lo Be Green Stone Island, a 
srnall rocky islei o4.t Isle Koyalo. Shorrly after, some fistierrnen saw 
LIS, and .took us to  their slrarifv, where we spent Sunday riight. Or1 
IVloriday i t lev  intercepted Ihe ATt-IABASKA, which took us lo P o r t  
Ar L: hHr . 
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Joseph Hastings, the first mate, gave the following description of the wreck (Owen 
Sound Advertiser Nov. 19, 1885): 

"Nothing of any account occurred during the voyage to  Sault Ste. 
Marie, the ALGOMA passed Whitefish Point about 1 o'clock on the 
afternoon of Friday. The wind was at that time blowing a stiff breeze 
from the east and north east. At Whitefish Point sait was made, and 
the steamer proceeded on her way under a full head of steam. The 
wind kept increasing in violence, and was accompanied with snow and 
sleet. At 4 o'clock Saturday morning the wind shifted to the northeast 
and a violent snow storm raged. The sea was running mountains 
high, and the boat was tossed about like a cork. Fifteen minutes past 
4 o'clock the order was given to  take in all sail and put the wheel 
hard a starboard, to  bring the ship about and head out on the Lake 
again, on account of the snow and darkness. While the ship was 
coming about she struck Greenstone Point, on Isle Royale about fifty 
miles from Port Arthur and one mile from Passage Island Lighthouse, 
which has been abandoned since the first of t h e  month. After striking 
the first time the boat forged ahead, being driven by the wind. A 
second shock occurred shortly after the first. The vessel struck the 
reef violently, and she immediately began to break up. 

Most of the passengers and a number of the crew were in bed 
a t  the time, but were awakened by the shock, and t h e  scene that 
followed beggars description. Water poured in through the broken 
vessel and over the bulwarks, putting out the fires in the furnace, a n d  
extinguishing the electric lights. Screams of women and children 
were heard above the fury of the storm. The crew hurried hither and 
thither, doing what they could in the darkness t o  render assistance; 
but their efforts were of little avail, for in twenty minutes after the 
vessel struck the entire forward part of the boat was carried away, 
together with her cargo of human freight. Several clung to  the 
rigging and lifeline the captain had stretched along the decks, but 
were soon swept away and  swallowed up by the angry waves. The 
stern of the boat was steadily pushed along the rock, and those who 
were not too much exhausted with fatigue and benumbed by the cold, 
crept to  the after steerage and sought its shelter. Less than an hour 
after striking all was over, and but fifteen out of over sixty were 
saved .'I 

When the shock was felt he ran down to the purser's room. He 
then pushed forward amid the stifling steam and aroused the steward 
and other employees as well as the steerage passengers. Finding the 
escaping steam almost suffocating, he again rushed up to  the cabin, 
aroused al l  the passengers whom he had not awakened on the way 
down, and conducted them to the forward end. A lady passenger and 
her sister were wildly crying in a saloon clothed in onIy a thin 
nightdress. The mate urged quiet and obeying orders. While he was 
advancing forward with one of the lady's hands in his and holding the 
little girl with his other hand a great wave dashed through the cabin, 
caught the woman and child and swept them out into the Lake. Some 
of the men lost their reason completely, and rushed into the stormy 
depths. About seventeen persons followed the men and climbed into 
the rigging. The terrible sea swept the boat and the masts were 
washed clean under the waves. Every time they came up there were 
two or three forms missing. Once the mast made a dip with ten men, 
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ar id when il CBIYIC up rigtit agairr arily two persons were seen on it. 
The nexi swept all thc brave s.iniyglers iiwuy. Olio rrian -fought nobly 
for' his life. He was washed O H  the boat arid clung to  some rope. 
Slowly, inch by inch Ire skruggled ~ I O ~ I C Jthe ropes, hatid over hand,  
back to t t ie  vessel. Every few seco t ids  a wave would hurl h im arourid 
like a feather, dash I i i r n  up, and theti  bury hirrr under a rnouritain of icy 
cold water, but he s-l.ruggled or1 unti l  jus t  a few feel f rom t h e  boat, 
when his s t r eng th  gave out arid he  p a s s e d  away wi th  a wild, wailirig 
appeal  for aid, IVlariy of ilie passeoget-s CULII~be seen or1 their knees, 
loudly calling f o r  mercy a n d  succor. The waves spared  none. They 
dashed iri arid around each shrinking forrur and bore awav as their prey 
wi th e a c h  returning visi t  dozens  of f iurr iar i  beings. 

Johrt 1Vlcl.eari was one of the two waiters who survived the wreck. His accoiiut 
appeared wi.th the others (Owen Socrrrd Advertiser Nov. '19, 1885):.I ,_, 

McLean .feh t h e  shock when ttie boat s l r t r ck  a n d  jumped out of bed. 
Hc saw the engine had slopped, arid .the electric l igh ts  were ou.C, while 
i h c  boat was rull of steam. l i e  rai l  up the  ticirricatie deck  and saw the 
captain blowing 0l.f slr?atn, which hc contiri i ied LiriCiI a l l  was 
exhausted, "The captain to ld  us there was no grea t  danger arid the 
sa fcs l  p lace  was down or1 the lower decks. We s.tar,t(ed to run  there , 
wlieii t h e  waves carried away .the hurricarie deck, arid we grasped -the 
riggitiy. The captain passed us a life lirie along, a n d  we hung on lo i t  
.for over eight huurs, believing t ha t  every minute would he our \as[. IL: 
was dark and freezing cold, wi th a terrible sea. There were two ladies 
and Lhree Ii.ttle girls t h a t  I noticed. They were swept away with t h e  
cabitis. We coutd hcar  .the ladies a n d  girls call ir ig piteously, but no 
one r:ould help ttrerri. A.fter a while .their voices ceased, arid we al l  
kriaw Ltiey were out i i i  the Lake. The cabiri went to  pieces in 
rriiriu.Lcs a l t e r  Ihe boa t  struck, a n d  only the s te rn  par-t of the boai  was 
le f t  when we came away. All our clothing was lost. We al l  owe our 
lives lo tho exertions triad(! by tho captain. i f  it had not  been l o r  his 
coolncss arid prompt action we could not have gorie .through .the first 
night. I have bean or1 .the Lakes fo r  five rough seasons, but this is the 
roughest I ever saw." 

Particulars of the wreck can h e  g leaned .from many sources. IVlusl reports indicate 
there were I w o  shocks. I'tic initial one, accordiny to the capPairr, was near the stern 
(cap.tain's account above). The boa( rnovecl -forward and struck a second .tirule. "A 
secorid shuck occurred short ly af ter  the firsi. The vessel t h e n  struck the reef 
violeri-tly at  the fore side of the  boiler, and sl ie irnrnedia'tely cornrnenced 'to break 

~~ 1.eaderup" (Clcvolarid I- _.Nov. 'I ' I ,  l885). 

The hull was irnrriccliately opened and w a k r  poured through the fractured plates. 
'The wooderi deck  houses were q~i ick lywashed overboard, a n d  .the .forward port ion 
of the hull app;irerrtly broke up  very shor-tly after. (Other accoun'ts indicate the  bow 
went to  pieces at)  hour aird a ha1.l' a f te r  strikirig.) "The water poured in through .the 
broken vessel arid over t h e  bulwarks, putt ing o u t  the I i ros in t h e  furnaces arid 
extinguishing t h e  electr ic lights . .__  In less thari  twenty r r i inutes .the entire forward 
par-t of t h e  boat was carr ied away" (Clevc!larid Leader Nov. 'I 'I, '1885).I_............ 

A letter frorri Joseph Buckley IiasLitigs, Firs1 Officer of ALGOlVlA .to lvliss IVIacKenzie, 
sister of Alet: NIacI<errzic, Purser, lost when -tho ship sank, gives some de-tails of t h e  
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ship's shifring position a s  it broke up (Michigan Technological University Archives 
Collection; Isle Royale National Park Underwater Cultural Resources FIle) 

It being a t  this t ime so pitchy dark one could not recognize another 
standing three yards away and it was snowing hard at  the time. This 
part of the cabin where Alec was standing [near the kitchen smoke 
stack stays1 was washed away very quickly as the ship had swung 
around from the time 1 left the deck until I returned, in all not five 
minutes. Those of us who were saved had left the forward end and 
gone aft as the stern had by this time swung inshore and was now 
sheltered by the bow which on my going below was the sheltered 
end, the bow now acting as  a breakwater for the after end, but she 
stood for but a short time the heavy seas completely breakjng and 
sweeping over her and each sea washing away portions of the 
forward end tit1 she was completely demolished forward of the 
engines and all the cabins gone fore and aft. 

First Mate Hastings returned to  the wreck site a t  the earliest opportunity a n d  led the 
first extensive search of the area. Hastings had arrived a t  Port Arthur, frostbitten 
and bruised, with the other survivors aboard ATHABASCA on Monday, Nov. 9. The 
next morning he left aboard SKKIWIT with the search party bound for the wreck 
site. 

They searched 20 miles of coast  line. The only articles they  found were two 
passenger trunks and three bags of mail. There had been four bags of mail on t h e  
boat. One of the mail bags had been found buried five-feet deep in the sand. 
There was little wreckage reported near the boat, most was found four miles down 
the shore (Port Arthur Daily News Nov. 16, 1885; Port Arthur Sentinel Nov. 20, 1885). 

Officers of the company visited the  sire to check t he  progress of t h e  search 
operations. H.M. Kersey, chief clerk of the CPR lines, chartered BUTCHER BOY with 
two captains aboard. Kersey ascertained the search had been thoroughly performed, 
and considered it useless to  keep the men out any longer. He instructed 4 
Norwegian fishermen to  continue the investigation whenever possible and to bury 
any bodies t h e y  found on the island for identification in the spring. 

The company officers and search party returned to  Port Arthur with the SISKIWIT 
and scow, reporting little of value found. They planned to  leave for the east aboard 
ATHABASCA on the 17th. (Port Arthur Sentinel Nov. 20, 1885). 

The tug HATTIE VINTON, with about 15 citizens aboard, started out for the wreck 
site on November 10. The weather was marginal for the crossing, and the captain 
decided t o  lay up in the lee of Green Island overnight. The sight of the wreck was 
described in detail (Port Arthur Herald Nov. 14, 1835): 

The whole of the after portion of the vessel, from the engine 
cylinders, with the exception of the upper cabin work, ties about forty 
feet from shore, listed well ower to  the port side; and a more dismal 
looking sight could hardly be imagined. In consequence of quite a 
heavy swell breaking over the wreck, no attempt was made to  board 
the remains of the once staunch craft, but the whole party a t  once 
proceeded to  search the shore for the corpses of the unfortunate 
people who w e r e  drowned. The first body was found by Mr. Harry 
Micholson about seventy-five yards south-west of the wreck, well up 
on shore, among the debris. A large piece of the upper cabin partially 
covered t he  body, which proved to b e  the corpse of poor Hansan, the 
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wtieelsmarr, who  was a1 his post a't the 'tirrre the  vessel struck .... 
About three hours af lcr  'the above discovery, onc of the survivirrg 
waiters, who was with the party, rioticed a body ly ing amonysi a lot 
0.i' wreckage, wedged in the crevice of a rock about forty yards frorri 
I h e  stern 0.f the boa1 ._.. 110 other  bodies were found, atthough the 
search was continued all dav. 

HAI'TIE V11~701\1 returned to  Port Arthur witti i ts grirn cargo. The bodies were 
c rushed ar id battered. The searchers repor.kd that the bodies h a d  heen robbed. 
H a n s o n  was known t o  have had a gold watch and $42.00 i r i  h is  pockets. When he 
was found his pockets were ,turned inside out. Several fishing boats had been 
spo-tted loaded with carpels and other goods near itie wrccksi.te arid fisherrneri were 
suspected of robbing t h e  bodies. The hodies were placed aboard ATHBASCA bound 

~ ..I___.̂ _,for Owcti Sound (Port Arthur Seri'tiriel Nov. 20, l885; Clevclarid Leader Nov. 14, 
~~~ ~ 

I 885) .  

A parly o.f fistierrrien returrreti to I-Iarir:(ick Nov. 23, f rom t h e  INorth Shore of Lake 
Superior after visiting the ALCOlVlA wreck si'te. They had picked up 4 floating bodies 
from t t i e  shore ol' Rock Harbor. The I ishermeri reported over 300 tons o l  freight 
s t rewn or1 .the shore. "PorIions of the pil0.t h o u s e  cabin wheel, arid a riurnbcr of li-fe 
preservers wcrc picked up .... The s t e a m e r  can be plainly seer1 on the sandy bottom 
o i  Rock I-larbor" (Cleveland Leader Nov. 24, ,1885).-~ ~...... _ - _ _ _ ~ ~ ~~~ 

An indication o f . lhe  force of the stcirrvr t h a t  sank ALGOWIA can b e  obta ined frorn 
some of the accourits 0.l scxLtered wrecltage. "'l*hepiario bolorigirig to the wrecked 
steamer AI.GC)WIA, was washed h jyh arid dry upon t h e  racks 0.E Isle Royale, some 
fi-ftceri .feet above the  water's edge" (Port Arthur Herald a n d  -......^~____~~~.I~~~ ~-- Lake Superior Wlitiing 
-~ ~Jourtial Nov. 14, l81J5). 

The wreckage was badly broltori U ~ Jand widely scaltererl. The onlv irltacl iterris 
were "one barrel of brandy, one of beer. a box of axe handlos, candles, etc., lying 
along t h e  beac l~ .  No doubt a large quanl i tv will be found sorrie f ive or six miles LIP 
alo'iig t h e  heach arid a m o n g  the islands, wlrcre it 4s expected" (Port Arthur Dailv 

~Herald Nov. '14, '1885). "There was riot a piccc! of wood lef t  longer than a foot  in 
lerig-i'h. Every piece of furniture was broker) i t i  s m a l l  portions (Porl-... 

~~~~~ .Arthur Scriliriel IUov. 20, 'lUU5). The Menagerie Isle[ 
Lighthouse Station J o u r n a l  roported sighting inaterial f rom AL.GOIVIA on Ilovernber 9, 
'1885. A uniform coat  was piclted u p  a t  it iu edge of the water I7 rniles lrum the 
wreck. The coal had 14 first c l a s s  t iclwts in ltie pocket. 

Thcrc were oihcr grrni r i id ica l io i is  ol I t ie  Iorcc of the storm. Pieces of bodies were 
found along with tho battered wreckage "Portions of other bodies were found, 
showing chai the waves were ireirrendous having dashed t h e i n  Lo pieces against t h e  
rndts, tireaking bones and crushing tiodies l ike egg shells (Portage Lake Mining 
G a z e l l e  IVov 2ti. 'I8851 

The hi111 of  ALGOIVtA was rcporl-ed a l l  "washed away" bul the after part, u p  to  the 
m a i n  inast. "'l'tie res t  of the boa1 is cornriletcly flattened out, the i ron sides being 
laid out even wi th .the shores. The wreck is piled all aloriy the t he  coast for two 
rn i les" (PorC At-tliur Sentinel Nav. 20. I Htl5). 

A remarkable curresponderice .from I h e  archives of I h e  Canadian Pacific: Railway 
Conipuriy indioales the corrrpany invesiigated the circumstances of the  wreck of 
Al.COMA\. A letter, dated  Nov. 24, 't885, -from Herrrv Beatty, Manager of Lake Traffic, 
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and W.C. Van Horne, Vice President contains the results of the company's 
investigation (Corporate archives, Canadian Pacific, Montreal; Portions of this 
correspondence appeared in Laveffe 1974:234): 

Dear Sir: 

1 returned from Owen Sound last night where I have been for 
some time taking the evidence of the survivors of the "Algoma", for 
the purpose of ascertaining the cause of the loss of that ship. 

The Steamer left Sault Ste. Marie a t  one o'clock p.m. on Friday, 
Sixth of Nov., and passed Whitefish Point about four, wind blowing a 
strong breeze from E.N.E. After passing Whitefish Point, they made 
sail and steered N.W. by W. 1/4 W., her proper course being N.W. by 
W. 112 W., but the wind being from the northward they allowed one 
quarter of a point for leeway. 

At 7 p.m. the wind slightly increased with occasional rain. At 
10 p.m. wind increased to  moderate gale with rain and sleet, the 
course was changed to  N.W. by W. At 4 a.m. Saturdav, the wind 
shifted N.E. with violent snow squalls and blowing a gale. 

The engines were then slowed down and shortly after, the 
ship's course was changed to W. by S. for the purpose of taking in 
sail and running back into the Lake. She immediately after struck a 
reef, aft, she continued to  forge ahead, being driven in among the 
rocks by the heavy sea. 

At 5 o'clock she settled down forward a n d  her stern swung on 
shore, the sea making a clear break over her a l l  the time from when 
she first struck. 

Owing to  the gale of wind, the heavy sea running and the surf, 
nothing could be done to  save either ship or cargo. At 6 o'clock, she 
parted forward of the boilers. 

Before the ship was turned t o  run back into the Lake, t h e  
Captain, First Officer, and Chief Engineer, consulted, and a l l  were of 
the opinion that they were 15 miles off Isle Rovale, but as a matter of 
fact they were much farther up the Lake. The only one of the 
engineer's crew saved, a fireman, says they were running under easy 
steam al l  that night, for the purpose of saving fuel, and on account of 
the wind, but notwithstanding this the ship must have been going very 
much faster than They calculated, carried along by the wind, which 
was far stronger than they had any conception of, owing to  its being 
nearly after them. 

The distance from Whitefish Point to  where she turned is about 
190 miles so that the ship was going nearly 16 miles per hour. 

I have carefdly looked for the cause of this deplorable 
accident. I learned that the captain did not leave the bridge the whole 
night except for 5 minutes a t  midnight. The first officer was also on 
the bridge from midnight. Both Engineers were on watch, every 
precaution seems to  have been used and everything done that was 
necessary except putting out their log. This was not done, for the 
reason, which they give, that they had the ship's time so accurate, 
that t hey  could, in ordinary weather te l l  from the revolutions of the 
wheel, exactly where they were. They also claim that there is always 
a strong current in the Lake during the  continuance of a stiff breeze, 
and  therefore t h e  tog would he of no use, but would rather tend to  
deceive. 
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1 rriav say rtia-t logs are ~ l o tused on the Lakes, I do not thirik 
ariy Steamers bu t  ours are furnished wi,Lh them. Lake Captains depend 
on  their c;orrrpasses, rcvolutioris of the wheels, arid land marks to 
cj uide .it i  ern, 

The cause of t h e  acc ident  was, in my opinion, entirely due to 
.the wind being much stronger than thev .ttrotight, arid the ship was 
therefore going along rnuch faster thari h e y  caloulaled. Wtieri they 
supposed tha t  they  were  '15 miles f r o m  Isle Royale, they were actually 
running up along it, and in turr i i t ig t h e  ship to  run  back  i r m  t h e  Lake, 
'the stern struck a reef riinnirig out horn Green Stone Island. 

The ship was exactly or1 her course before she iurried, and had 
&tieCapta in  beerr reckless e n o u g h  to have gone on, there is no douhL 
he would have passed Passage Islarid al l  rigtit, but 'rhis, of course, he 
d id  riot know at the .tirrro, ar id to avoid one danger, h e  runs siiraighl 
i i i lo  a greater, [he ttflet:l u.t wtiich was 'the loss o f  o u r  fine ship arid a 
number of valuable l ives. 

CapL IVlloorc i s  badly injured arid the chances are about  even, 
whether he wil l  recover. I have .therefore becri unable to gcl his 
1es.i:imo t i  y . 

An o'f i ic ial ir iqti iry was held regard ing [he loss 0.f ALCOIVIA. A tribunal was 
appoir i ted b y  t h e  Canadian governrnei1.t corisisliilg of Lt. AH. Gortlori, R.I\I. and Capi.. 

~~ ~ _ . . _ _ _ _ _ ~Thomas t iarbot t lc  o f  Toronto (Clevetaiid L.eader Nov. 17, '1885; Owen Sound.. 
Adver t iser  IVov. 26, ,1885). The men were i r is l ructed to "inquire into t h e  cause of the 

f'riricipal concerns of  t h e  inquiry f o ( : i ~ e r lon the  x t i o r l s  of t h e  managers of tiit: 
cornpuny CIS well as  the captain a n d  crew. 

It is  hoped t hey  will spare rro paitis in placi i ig blame,  if arry exists,  
where it helongs. 1 . 1  it is found that the managers 0.1 the l ine 
cornpelled h e i r  captaiiis to  navigate t h e  boats witkoul: regard .to wind 
or  weather, t he  iat;t sl iould be made Itriown 'Lo t h e  public. If 
passenger boa is  arc? run wi thou t  regard .for those who ride o r 1  therri, 
t l i e  public i s  eriLiClecl t o  know it .... I t  is not improbable tha t  a 
considerable share o f  the blarrre wi l l  be found to rest wi.th the 
managers of t h e  cortrict:ijrrg l ine of Lhe Canadian Pacific. From t h e  
very f irst a n  undue pressure h a s  been brought to bear by the 
indriagcrrient on t he  rnastcrs sailing these vessels, as w i t f enced  by 
the 1requcn.t d isasters  -frorr\ -the ACDEli12A in the surnrner of 1884. A 
prornitierit vessel w a n  wlio had beeri in terv iewed recently in Buffalo 
says, "I was up a t  Owen Sound last  sutitrrit'r and saw those Lhrec 
great stearners corning and going just nu ltie rriinute, and a l l  ' the while 
rmk i t i g  such high specd, and I was as-Loirished. I went on boai-d of 
Lhc ATI-IAHASKA, arid 1 bel ieve one of .[tie olhers, a n d  I asked some of  
Lhe officers how -they could make such t ime. Were they riot obliged 
to run fast in thick weather  io do it? Thev t-er)lied t h a l  their orders  
were  to  rnakc their l i rne  allyhow. I told them -their i ron hulls were 
i l l -su i led for going on .tire rocks. They have sut:cecdcd it1 about 
runriing the sniijller Canadiari crall' off Lake Superior, and Lliat is how 
i t iey have done it. Now, wiLh the ALGOWIA gone, and so many 
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passengers wi th her, their success is not anything t o  be proud of" 
(Cleveland Leader Nov. 22, 1885; cf. Owen Sound Advertiser Nov. 26, 
1885). 

Other sources also focused some o f  the blame for the wreck on the management of 
the company and their push for quick voyages and t ight schedules. An example of 
this sentiment appeared soon after the wreck: 

..& Over all this terrible affair hangs the appalling fact that the result 
was largely due t o  carelessness or  blind obedience to  orders, the 
captain saying his orders were to "Push  Through" and he did push on 
t o  death, carrying, while the storm was a t  i ts height, a ful l  spread of 
canvas. At  the t ime of  the wreck the boat was 40 miles farther along 
than the captain had supposed her t o  be, showing that f rom the t ime 
of starting she had sailed over 16 miles and hour. It is barely possible 
that the captain 'shall ever sail a vessel again, and therefore the law 
may not reach him, but in the meantime what punishment should be 
m e t e d  t o  a company that gives such orders and with the expectation 
that they will be implicitly obeyed? (Portage Lake Mining Gazette Nov. 
26, 1885). 

The Canadian Pacific Railway Company, like most other companies that have lost 
vessels, was quick to  ral ly to  the support of their captain. 

No mitn could stand higher in the opinion of the company than 
Captain Moore does. If the company was having another boat built 
tomorrow, costing $500,000, no m e  would be offered the command in 
preference to  Captain Moore, who i s  known a n d  trusted as one of the 
ablest, most  discrete, and careful masters on the Lakes. There is no 
doubt that all who survived the wreck owe their lives to  the Captain, 
and had he not been stricken down by the fa l l  of the cabin many more 
lives would have been saved. He never attempted t o  make Rock 
Harbor, and did not want shelter as so stated. The boats do not fear 
any sea when there is plenty of room. He did not  sight Isle Royale 
and was turning out for  the open Lake when the reef was struck 
(Cleveland Leader Nov. 22, 1885; cf. Port Arthur Sentinel Nov. 20, 
1885). 

The Commissioners of the official inquiry made a partial report of their findings on 
Nov. 28. They had not been able t o  interview Capt. Moore, who was still suffering 
from his injuries. Moore was reported dying from shock and exposure (Duluth 
Tribune Nov. 27, 1885). Moore did eventuallv recover f rom his injuries, including 
multiple rib fractures (Cleveland Leader Nov. 29, 1885). 

The partial report, released TO the government, indicated that: 
the reports as given in the newspapers are correct in all important 
points wi th one exception. This is a correction of the statement t h a t  
the ALGOMA was making for the harbor when she struck the  rocks, as 
it is now shown that she was putting around and  heading for the Lake 
when it was found she was nearer t o  the fatal rocks than was 
anticipated by the officers. tt remains, therefore, for  the court to 
decide who, if any one, was responsible for  the vessel being out of 
her course and in that dangerous locality the t ime of t h e  wreck. It is 
said the evidence shows also that after t h e  vessel struck the crew 
behaved like heroes, and al l  hands had a terrible experience" 
(Cleveland Leader Nov. 29, 1885)+ 
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The loss o f  Al.l.;UlVlA iilso prorr ipted discussion i is  to the rrrerits of iron arid steel 
vessels fo r  Lake t ranspor in t ior i .  "'Tlie gerier,aI opirrion is . that they are unsafe uriless 
bu i l i  with a double bottorur ar id wa ler  .tight r:ompartrner~ts. The CPR vessels have 
neither" (Uulu-tti Trubtrnc IUov. 2.7, '18115). AILGOMA tiatl rrruICipIe water .Lighr: 
cornpartrnerrls, but not a double boltoiri. The loss a lso prorr ipted a r e - ~evaluation of 
the  remaining sister ships. "Ouisido of passenglc>r aci:orniuiodalions .the vessels of 
t h e  l ine are  timw said 'to be irlEerior 'kc) in;iiiy o ihers  on ttic Lakes" (lbid.).-.. 

Salvage 

The CPR company contracted to  recover  'ihc machinery of ALGOlVlA i r i  early June, 
~~~ -~ ___1886 a f te r  serrding an agent to various wrecking companies (Pori Arthur Sentinel. 

June 'I 'I, '1886). They agreed La pay $6,500 tor del ivery of .the trrachjiiery t o  Owen 
Sound. Arr e l l o r t  was  also direcl'ed to  t t ic  recovery o f  the railroad i ron  on the  wreck 
(Dululh I__.____ITribune June '18, 'I88G). I3c.troi.t and Port t lurori  parties were awarded the 
corilrac.i "to b1as.i: .the hull o f  tkc Canadian lJaciii(: Railway stearner ALGOIVIA." Fred 
L. Wlerryrnan (or lVlerrirnar\), o i  Port Huron, was placed in charge of t h e  expedi.tiori 
(lbid.I_ Aug. 2, '1886). 

Henry BeaUty announced tlwc a (;ori.tracl had been le t  to  tho IVtoffat' T L I ~arid 
Wrecking Cornpar-iy of Detroil, wit t i  L.B. tVlor i~gorr~eryassistir ig the  operations. (The 
cornparty a lso appears a s  "IVloflal: Tug a n d  Canada Wrecktiig Co." i n  Port Ar thur_ .  

Sentinel Jurie 'I 1, 1886, arid inoy actual ly  rspresen i  two wr r ipa i l ies  working 
together.) CPR had taken over  the wreck frorri l he  iriscrrers after a seltlcrncnl' tiad 
been reached. The company was pari'icularly interested i t i  recover ing t h e  engines 
a n d  macl i inery  fo r  everitual reLise becacrse they  had no couriiorparl: i n  ,the count ry  
excepr for l hase  in  RLGONIA's sister ships (Owori Sound Advert iser~ June 10. 1886).~~ 

The tug GEORGE I-IAIVD and schooner L.L.. LAMB were engaged i n  recovery 
~~~operat ions by early July (Duiroh ~~ Free Press July I ,  1886). Ttie operat io t is  were 
- ."expeiAed to  be completed within a month (Ue.Croit Free Press July 21, '18%). 

Commerc ia l  salvage companies were  r iot ~ l i eonly o n e s  er igayed in  .the salvage of 
mater ia ls  from the ALGONIA wrack si'le. Sporl: f ishit ig parl ies were v is i t ing the 
wreck, a s  well ils prehistoric: si.ccs 'to gather art i facts and relics (DuluCh Daily Triburie____~ ~~~ 

Jcrly 20, ' l 8RG) .  

One  of the "darkest mysteries kiiowtn to the ILakes" developed in  conrif?(:.tioti w i t h  the 
salvage of AI_GOIVIA. The i:orrrrriercial wreckers made a careful search fo r  more 
vic-i-irns of the disaster. There were  o n l v  

one or  t w o  bodies round pinned i n  t h e  Limbers and frarvie-work 0.f 'the 
vessel. The theory fo r  th is  mys-terious disappearance is  Lhat the 
bodies were despoiled by  tho islanders arid then sunk in the Lake. 
This theory is strenytl icncd b y  t h e  finding of mutilated c lu lhcs  and 
ar t ic les 0-f value i n  -their cabiris. Sur:li i s  the explarialioti advanced  by 



t h e  wreckers as the reason why ‘the bodies have never been recovered 
(Detroit Free Press Aug. 2, 1886). 

The revenue cutter ANDREW JOHNSON left Milwaukee August 3 t o  investigate the 
wreckers‘ allegations. Captain Baker of ANDY JOHNSON reported his findings 4 days 
later. As t o  the alleged robbery of bodies from the wrecked steamer ALGOMA, h e  
”... found no truth in it. Only a few bodies were found and they were shipped to  
Canada. The  raitway company that owned the steamer h a s  had guards on the island 
continuously since the w r e c k  (Detroit Free Press Aug.  8, 1886). 

Indignant responses to  the allegations came quickly: 
Of course the story about fishermen plundering the bodies off the 
wrecked steamer ALGOMA is all pure bosh, and no one, who ever 
knew anything about the habits of the fishermen of Lake Superior, 
ever believed for a m o m e n t .  The report was a cruel slander upon as 
honest and industrious a class of men as exist In the northwest, and 
very probably was started expressly t o  gull some innocent. If it was, 
the bait took (Duluth Dally Tribune Aug. 8, 1886); see atso (Portage 
Lake Mining Gazette Aug. 19, 1886). 

The contracting wreckers suffered more than the indignation of the fishermen and 
press. The tug  GEORGE HAND was reported wrecked and subsequently abandoned 

.on the rocks a t  Rock Harbor. The tug was lying on i ts side and filled with water 
(Detroit Free Press Aug. 12, 1886). The uninsured tug was reported to  have gone t o  
pieces in a storm, the  crew barely escaping wi th  their lives (Detroit Free Press Aug. 
26, 1886). Mr. Montgomery, who was in charge of the operations, was brought t o  
Port Arthur aboard the tug  KATIE MARKS f rom Passage Island. He reported GEORGE 
HAND broke in t w o  on a reef near Passage Island. Montgomery chartered the tug 
BEEBE and left for Passage Island to  pick u p  the crew (Port Arthur Sentinel August 
20, 1886). The boiler and engine may have  been salvaged. They were reported 
raised and p u t  aboard L.L. LAM6 (Port Arthur Sentinel Sept. 3, 1886). 

The newspaper accounts o f  the location of t h e  wreck of GEORGE HAND as  Passage 
Island or Rock Harbor are evidently in error. The journal of  the Menagerie lstet 
Lighthouse Station for “re date of loss records the following: 

August 10--We discovered a Pug on the Schooner Island reef 
almost a wreck. I f o u n d  her to be the Geo. Hand of Alconac Mich. 
The tug that was wrecking the steamer Algoma a t  Rock Harbor. Full 
particulars of how she got on there are not known yet. W e  have had 
very th ick smakv weather here lately. §he i s  laying in abou t  4 feet of 
water on her starboard side and about five hundred yards f rom the 
Little Schooner Island Rocks. She is listed a starboard fu l l  of water. 
She is surrounded wi th  very shole water. The foggy weather 
prevented us f rom seeing the main shore. 

August 11--Wrecking party are a t  work raising the machinery 
of tug Geo Wand. 

The machinery that  had been salvaged from AFGBMA was not lost. The schooner 
L.L. LAMB arrived in Owen Sound August 26, with the salvaged engines aboard. 7-he 
boilers h a d  been recovered, but srored a t  Isle Royale. LAME brought maCi-?lnQryto 
both Owen Sound and Port Huron (Detroit Free Press Aug. 27, 1886). The engine 
and other machinery estimated t o  be ”some hundreds r;f tons weight” were 
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dispiciqr tI on a riuinher o l  plailorrvi cars a t  Owerr Sound (IVleaford__I-Nlonrlor Sept 10, 
1886). 

There were 'I3engines f rom ALCOiVIA reported on board wheri L.L. LAMB arrived a t  
__.__~_I._-., ~ ~ ~~~~Owerr Sound {Porl Arthur Sentinel.. Sepi. 3, '1886; Daily IVining Journal Sept. '13, 

18%). This i s  a n  importarit c lue io  The n a t u r e  o i  the  deposition of the wreck. Sorrie 
historians arid divers believe i h e  ALGOlVlA bow to be "lost" in deep water. One 
s o u r c e  for  this belief i s  probably barla Thotrias Bowcri's ('1952:'l21) account of .the 
ALCOMA wreck t h a t  implies t he  bow sarbk in deep water. 

The missing bow has been considered somewhat of a mystery and divers have 
periodically searched the area in hopes of .finding an intact section of ALGOIVIA. 
Rather than breaking off and sinking a s  intact structure, the probabili-ty i s  tha-t the 
bow was hrokeri up duririg ttie wreck even'i: artd sank as -fracl-ured hull elerrienls. 
The references to  deep waier in t h e  historical act;ounls is probably only in relation 
to the water a t  .the stern. IUis stern of ALSOMA tiad h i t  arid lodged on the  reef; the 
bow was sti l l  afloat, free to work wi th the  wave ac,tion. 

T h e  evidence indicates clearly 1tia.t the bow was accessible to t h e  I8116 salvagers. 
Detai led descrip-Lions of ALGOMA publishod soori after its appearance on the Lakes 
stale 'that there were a total of 'I2 auxiliary engines aboard (see above ALGOMA 

__  ~~Constructiorr; Clevelarid t ierald Nov. 30, '1883). A total of '13 engines aboard L.L. 
LAIVIB indicate:; a l l  engines aboard ALGOIVIA, iricluding .the main engine were 
recovered. Irr order to have salvaged all ttie engines f rom the  wreck, t h e  salvagers 
had to  have worked ori t he  bow port ion of The vessel. It could riot have been "lost", 
and it was not likely 'lo have been i n  very d e e p  water. This rriay account for  the 
fact  t h a i  no anchors or cables have been l o c a ~ e d .  I-t: t he  wreckers were able 'to 
recover the  bow windlass arid capstans (a l l  having steam engines to operate them), 
,they riiosl likely recovered the  al ichors and cables. Addiiional research into t h e  
records o-f .the salvage cornpariies arid olhcr sources may clarify sowie of these 
points. A complete mapping operation o f  .the malerial record of ALGUMA wi l l  
cerlainly augment our lcriowledgc o f  this irnportant historic silc. 

The salvaged engine from ALGOIVIA was installed in MANIIOUA in l889. 7 he new 
passenger  slcameu was 1airnr:hed t h a l  year  and had a Sara 60-year career on the 
Lakes. The vessel was orily rollred after the eriaclrrrerit of stringent new safely 
regulations prornpled by t h e  disaslrous buriiing u l  I\IOHOlVIC in 1949 (Landori 
1970:313-315). 

A later  salvage effort slated that the AI.GOIVIA wreckage as seen in 1903 rorriairied 
much as i t  had been in '1886. Captain R V a r i  aboard JOSEPII C. SUIT salvaged 
portions of the wreck in t h a t  ycar, apparently the second comrniercial salvage efforl. 
A newspaper accounl  records Ryan's comments as: "Her bow is reslirig above water 
on shore, but -the stern i s  sunk a b o u t  'chirly feet below the level of the Lake" (Duluth 
__Evening Herald W i a ~2 2 ,  1903). Evideritly, "how" arid "starri" were reversed in the 
newspaper accour i ' t .  If . that is t i e  case, l h e  ror:ognizable bow sections were located 
in shallow water some '49 years altcr t t i e  wreck. 

Ryan carried O L J ~fairly extensive salvage operations. The operaliori employed a 
diver and a s t e a m  crane. "Aboul: e ighty  tons of i ron plates,  f ish plates and ra i l road 
iron have beer1 recovered. Dvriarnile was used to  break t h e  wreckage into pieces 
that could b e  easily tiandlad by the crew." It was reparled tt1a.t 'chis was the  s e c o n d  

~ ~ -trip o-f SUlT (Duluth Evening 1-lerald Nlay 22, 't903). 



Apparently, there have been other commercial salvage efforts on ALGOMA. A 
silver-plated crown jug from the wreck was exhibited in 1906. A Great Lakes 
Dredging Company diver had given the artifact t o  L.G. Andrews, who was displaying 
it in Port Arthur (Port Arthur Daily News Dec. 6, 1906). 

In more recent times, ALGOMA has been the site of SCUBA diving activity. Many 
portable artifacts have been removed fram the wreckage, but the s i te  still proves a n  
interesting dive, particularly when searching for new wreckage. The site has not 
been thoroughly surveyed and mapped. There are many discoveries to  be made on 
this widely scattered shipwreck, both for divers and for those interested in Lakes’ 
vessel architecture. 

Dives conducted by Patrick Labadie with SCRU personnel in 1985 have produced 
indicatjons that portions of the bow of ALGOMA lie to  the west. Other divers have 
reported sightings to  Fabadie tha t  may be other bow-related structures, such as  the 
gaff from the forward mast and the ship’s galley stack reported by Scott McWilliam. 
Videotapes made during 1986 also show a bulkhead that is believed to  be from the 
bow. There is much exploration and documentation to be done on this site. 

Epifogue 

To better understand the contemporary perception of the nature of the ALGOMA 
disaster, it may be instructive to  consider the following sang. It was written by 
Thomas Hughes, a resident of Port Arthur, Ontario and printed in Toronto in 1885. 
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THE WRECK OF T H E  ALGOIVIA 

On the  sev'ritti day of IUowerriber 
Our Dominion look'tl wi-th pride 

On a steairr boa-L which spread her 
RepCI t a l  i o i i  fa r and w i d  e, 

T h e  world's .two mighty oceans 
Were joiri'd k y  i ron barrd, 

Arid -the grea l  work  so accornplish'd 
Was the pr ide o i  our fair larrd. 

Utri n o  one Ihourjhl i h a l  ere I h e  dawri 
Uf i h a l  glad I r iu rnp l i a r~ lday, 

A sad and feat ful accident 
Wou ld  l a k e  Lhdl J O V  away 

I lie noble sh ip "ALGO[VIA" 
With sorric srxly souls set still, 

And orilv Iillecn of them al l  
Were l e l l  to i e l l  the ia lc  

CH0F3 US: 

Heat- the c r y  of us poor s i i iners  
Cast  iipori .the -frieridless wave, 

Arid protect LIS we imp lore  Thee, 
Thou alone has t  power to s;rve. 

On the shore of Isle Rovale LhiiP morn,  
The vessc'l s t r u c k  upon ttie shoals, 

And 'rntd 'ternpost, sturrri arid bliriding s iww 
Sank lo r ty - . f i ve  poor  souls. 

Tire captaiii 0.l' 'the gallant ship 
With courage few would dare, 

0 . f . t  r isked h is  l i i e  to save .the l ives 
Of L lwse placed i i i  his care.  

Full th i r ty  hours .they lay exposed 
- 1 . 0  t l i e  f ierce relentless wave, 

U n i t i n g  in Cheir praycr-s 11) Him 
Who orily now can save. 

On Sui iday morn,  .~I.iarrnorii or1 which 
Cl r r is l  burst  .the tiorids of deal t i ,  

He heard the prayers poured Cortti to  Hirn 
Wi th sci pplicatirig brea.ll-i. 

Their wuurided helpless capta in  n o w  
They faster1 on a slender. r a k  

Arid wiih whac .feeble sl rength rernairis 
They leave the  i l l - fa ted c:ra.Ci, 

Arid reaching shore o n  berlded knees 
They jriincd in praise t o  Orie 

Who saved thcm:  but for those who're lost 
Whispered "Thy will be dorio." 

'I 02 



Fig. 4.5. Canadian Paci f ic  Railway passenger vessel ALGOMA, one of the first 
steel-hulled vessels on t h e  Great Lakes. U S .  Army Corps of Engineers Canal Park 
Marine Museum Col lect ion.  

Fig. 4.6. ALGOMA a t  t he  dock with schooners. U.S. Army Corps of Engineers Canal 
Park Marine Museum Collect ion. 
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NI 0 IV AR C ti: 1-1ISTO i3Y 

Coiislructiori 

IVIONAHCH was built in '1890 by John Uyble, .formerly of Parry a n d  Dvble. The 
cornbined firin had, i r i  l8132-83, built UNII'EU EIVIPIIIE, IMONAHCIi's runnirig rnalc. 
The new ship was built for [tie Northwest Tr;irisp(irtatioir Company of Sarnia, Ontario 
uri the soulfierri tip of Lake Huron a n d  launched June 27, '1890 (Chicago lrrter Occar i  
June 27, '11190). The corrrpariv, owned b y  the two Beatty brothers, was Iurowri as .khe 
"Oeatiy Lirbe." J a m e s  t l ~arid Jolrti  B e a t ~ yhad built the Nor l l iwes l  Trarisportalion C o .  
from a partnership .they forrried j r i  '1865, which became the Lake Superior Lirie i r I  
'I 870. 

The deinarid fo r  the i r  traiisporl 'ariuti services oti [he upper  Lakes grcw, a n d  khe 'two 
brolhers iricorporated the i r  enterprise in  'It382 .to Formi 'the IVorthwesi l 'rarisportatiori 
Co. This f irm con'tinued 10 grow irito the la rgest  corripariv cranspurting package 
f re igh t  arid p a s s e n g e r s  under .the Cariadiar i  f l ay  on the upper Lakes. I-t was lcicallv 
c a  I Ied .t t ie " Blac 1<1 inc." 

In early '1899, the Beatlys t ~ i e ~ j e t lwith t t ie Great Norlhern Trarisir Corr ipany of 
Colliiigwoorl. The la t te r  corn rmny ,  knowri 21s .the White L-irie, operated stearners on 
Georgian B a y  and  t h e  North Charinel. This rvicrger forrried .[lie Nor'rherii I\lavigatiorr 
Company and evolved ir i to t t ie  IUorthern IVaviya'tiori Co. Ltd., wh ich  dorriirialed upper 
Lakes transportatiorr of freight a i i d  passengers for rnaiiy years. This compariv was, 
in '1915, to become a part of rile Carrada S-tearnsfiip Lirres Lirnii,tect, which still carries 
'the origirial Bexciy Lirie fur ine l  design. red with a white band ar id black top, 
miaintairied ttirougtrowt 'the series of mergers. 

UIVITEU ElVIPIHt., IVIOI\ARCH's runnirig mate, Corrnerly known as "Old Betsv," W R S  an 
arch-trussed wooderi propeller, 252 Feet 13 inches by 36 iecl 'I5 inches wi th a gross 
torinage of ' I ,Ytj ' l  arid ;I regis tered torinaye of '1,296. The ship original ly carr ied a 
sail or1 .the forernasi. T h i s  ship had a -fore-and-aft cornpound eriyiire of '1,000 
horsepower. Ihis vessel was rebuilt a t  Collirigwood in 'I904 arid reriarrted SARONIC 
in '1905. 

UNITED LtVIPIRL- was a well-appointed vessel somet i tnes referred to  as t h e  "U.ueen 
Vessel  of ,the Irilarid Seas" (Thunder Bay Serrlinel, Port ArLhur, Uec. 1, 1883). Captain. . 

Edward Aohertsori and  his c r e w  (if 511 hecnrne knowri fo r  the i r  cornpel'ency arid 
c our.t eo11s a k.ter rtio r i  to  passe ng crs . 

A perspecl ive on IVIOIVARCH's passengcr and freight capabil it ies ma\/ he gained from 
corriparison with those of UNl-IE[) tlVIPIHE. UNITED ElUlPlRt carr ied 200 cabin 
passengers arid a t  least another 200 (sorric sources give 400) in steerage, a n d  i t  
made .ttic Sarnia-Port. Arthur run on the average of ti0 hours. In a single season, 
UIUITED EiVIPlftE carr ied m o r e  than 5,000 passengers arid 40,400 lons of Ireigtil 

_ _ _ ~  .dur ing ' IG rrips, net t ing the  uwriers some $40,000 (Thunder Bay~~ Sentinel, Port Arthur, 
~~Det:. 1, '1883; Chicago Trihuint!~. May 2.1, '1883).~~~ 

Cont inued denlarids prompted the  corr~panyio  construct ariather vessel for t t i e  Port 
Art~iur-Dulc~~Ch-Sarniarun. This j iow vessel was 'to bccoint! the f lagshi[) of the  
Beat ty  Lirie arid bear t h e  approprialt! r iarne of b/IOIVARCH, Edward Rober.lsori was  
made captairr of t h e  new steamer,  which was considered a "high bul entirelv 
deserved compliment to  Capl. l3obertsuri" {Uututh~ ~Evening t Icrald Oc-t. 22 ,  1890)..I-_~... 



MONARCH was built in Ssrnia, Ontario on the St. CIair River for  a cost between 
$150,000 and $200,000 (Chicago lnter Ocean June 27, 1890; Duluth Evening Herald 
June 28, 1890). The vessel was built for  extended season service on Lake Superior 
and was strongly reinforced with iron. The hull was of white oak. The vessel was 
259.0 feet long overall w i th  a beam of 34.8 feet and 14.8 feet depth, wi th  a waterline 
length of 245 feel. The registered tonnage was 2,017 gross tons and 1,372 net. 
The hull was originally painted white t o  the main deck rail; the cabins were also 
white. 

The engine of MONARCH was a three cytinder, triple-expansion, inverted, vertical 
steam engine, which some sources say was built at the  Phoenix Iron Works of Port 
Huron, Michigan. Other sources, s u c h  as the Dufuth Evening Herald of Oct. 22, 1890, 
s tate the engines were built by Kerr Brothers of Walkerville, Ontario. The cylinders 
of  the engine were 21 inches, 33 inches and 54 inches in diameter wi th a common 
42-inch stroke. The engine, wi th a 900 horsepower rating a t  80 revolutions per 
minute, was capable of making the 26-mile run from Thunder Cape t o  Passage 
Island in a normal running t ime of 2 hours and 20 minutes. The ship averaged 32 
hours to  Sault Ste. Marie. Some sources say the engines developed 2,000 
horsepower (e.g, Chicago Inter Ocean June 27, 1890), although this i s  unlikely. 

The engine required 160 pounds of steam f rom the two  Scotch marine boilers. 
These boilers were 11 feet 4 inches long and 16 feet in diameter, a n d  were built' by 
the Lake Erie Boiler Works of Buffalo, New York and installed there in July, 1890 
(Chicago Inter Ocean June 27, 1890). 

Apparently, MONARCH was the last vessef t o  be constructed a t  Sarnia for 54 years 
until the MAC-Craft Corporation used i ts shipyards during the second World War. 
When the company's first vessel went down the ways, there were none piesent who 
remembered the last  launching in Sarnia (Young 1957:107). 

MONARCH was appointed with luxury fittings and was unsurpassed fo r  elegance of  
furnishings until the company built the 321-foot steel steamer HURONIC in 1902. 
MONARCH'S cabins were finished in white enamel t r immed wi th  gold moldings and 
carefully crafted; they 

... had a fair rake and that meant that a l l  the window sashes were cut 
out of square to  foItow the lines of the cabins. Every sash h a d  t o  be  
made separately for  its place and paired off, port and starboard, a nice 
piece of work which W.H. Pitfield carried out the whole length of the 
cabin (London, Ontario, Free Press Dec. 1, 1956). 

One of the best: descriptions of MONARCH appeared in  the Duluth Evening Herald 
(Oct. 22, 1890): 

A Beautiful Ship: The magnificent New Monarch of the Beatty Line. 
Far the Finest Running t o  Duluth, Destined to be the Popular 
Passenger Ship of the Upper Lakes .... 

On her first trip, which was enjoyed by about thirty passengers, 
she made an average speed of thirteen miles and hour. She was built, 
however for  a speed of fourteen miles an hour and that rate can 
easily b e  attained .... This will make her the fastest passenger boat 
running into Duluth harbor. 

The smoking room and washroom for the gentleman as well as 
the off ices for  the captain and  purser are on the  main deck. 

The cabin is finished in white and gold, and will be l ighted by 
electricity. There are sixty-two staterooms and a bathroom. Doors 
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between each al.teri iaic stateroom (:an be thrown o p e n  I... Each 
s'tatcroorrr has ii doublc lower a n d  single tipper berth -for nearly 200 
passc n g e rs. 

In [t ie cenLer of [tte catniri is  the pantry  arid skearri tables, the 
kitchen being oti l h e  t u r i i i i i  deck below. Forward of thc pari lry is .the 
dining room, there being twelve .tables with room .lor ten people a i  
each. 71ie i c e  box is a rnodei  o n e  and is  larye enough to ho ld  several 
tons .... There are l i v e  xclgiaratc holds, the hoisting machinery being 
operated by  p o n y  er ig i i tes.... 

The stack of itie IVloriarcti is a t r i t le  sniallcr thar1 Lhat 0-i' -the 
Empire, ar id is a iiLtle further astern.  The low :;tcel s u s t a i n i n g  arch 
visible arnidstiips on .the upper d e c k  of ihc  Empire is in the Morlarch 
c lear  out of Zhe way below decks t h u s  entirely obli iera.l ' ing one 
obiet: L: iu I I i t  bIe feat 11 re. 

The new ship was special irr every wav. Ttic ship's menus triade .lhe news; i t  carried 
the rnosl f a m o u s  names O H  i l s  passe i i gc r  list. The decor, orchcslras arid saloris 
w e r e  r ioted i r i  .the social colurnns (Doctcr 'I95U:'12'1). 

On t h e  firs.[ .trip the boat  was loaded to capacity, arid the workitiy o i  Llie new vessel 
in a heavy sea wedged (tie stateruorri door s  s h u t  Wheii - the  vessel ret t i r r red .to 

.. ~~~~ .. ~ . ........ Press Uet:. I ,  '1956). The originalSarnia, this was corrected (l..oridon,~ ~ OwLario,~ Free ~ ~ 


appearance of IVI0NAr~I:ti was cornplctely white; later, i t s  hull was painLet1 black. 

The p i lo l  house was later raised, arid t h e  'I cxas deck lerig Llherictl wine  30 fee t .  

Examinat ions 0.f p h o t o g r a p h s  ~ a k e nheiorc arid after the altaraiioii reveal  .i.k~l.t h e r e  

were also port l.toles iris'ialled irr xhe ;ifi crew quarters. 


Operalional t l is iorv 

The norrrial route lor IWOIUARCtI arid r~ir i i i in$]mxte Ul\lllWl3 ElVlPlKE was 'from Sar'riia, 
OnPario on Lake Huron, through Saul t  Ste.  IVIarie to l -o r t  Williarn in Thunder Bay, 
Ontario, arid to Dululti, IVIiinncsota. Vi lsserIgcrs arid package  .freiylrl wcre carried 
both wavs. The s h i p  had a rc la l i vc ly  uriever,tful (:awer, cicccpi- for these rew known 
in [: ide nts. 

III t he  firsl: inciderit, .the vessel ra r i  It:, bow a g r o u n d  a t  the river's mouth a.t Port 
Arthur in August 189%. IVIOI\IAt3CCI was re1eas;ed a f to r  i is  cargo was Iigtitered 
(Dotroir  Free Press Aug. 8, 189%). 



By 4:OO p.m. i t  was already gett ing dark as the ship passed Two Harbors. The 
captain had trouble picking up the range lights t o  align the vessel with the Duluth 
Ship Canal, and came c lose enough to  the south shore to  hear the breakers. When 
the ship was not  more than 1,000 feet: f rom the piers, the wheel was put hard to 
port. MONARCH responded to  the helm splendidly for  a vessel laboring in such a 
heavy sea. The captain finalty made out the ranges and struck for  the entrance 
under a full head of steam. A large wave threw MONARCH against the south pier, 
damaging the hull slightly. The heavy current threw the ship toward the north pier, 
but  because Capt. Robertson had ordered full steam, the ship avoided a serious 
coltision and sped safely through the narrow waterway. The spectators who had 
gone to  the piers to see the hugs breakers were witness to an additional 
performance of masterful seamanship that Thanksgiving night (Duluth Tribune Nov. 
27, 1896; Duluth Evening Herald, Nov. 27, 1896). 

MONARCH was involved in minor collision wi th the steamer MAHONING October 4, 
1898. MONARCH was lying a t  the outer end of the St.  Paul and Duluth slip, and 
MAHONING was entering the channel. Apparently, there was a problem wi th  
MAHONING's steering, and it collided with MONARCH, causing some damage to its 
stern hull planks (Dufuth Evening Herald Oct. 4, 1898). 

One incident in MONARCH'S career h a s  only been documented in the biography of 
salvor Tom Reid (Doner 1958:121-2). MONARCH, in later years, was overhauled in 
the shipyard and thereafter ran package freight. The year the ship was refitted it 
froze in t h e  ice in mid-November near Sailors' Erncampmant a t  the Soo. The tugs 
REID, SARNIAN and eventually PROTECTOR were sent t o  the rescue. MONARCH was 
reportedly freed a t  a cost of  $20,000. 

The 1903 season ended wi th  reduced business for the company. It was reported 
that MONARCH would only make the trip berween Duluth and Sarnia once every 10 
days (Duluth Evening Herald Oct. 10, 1903). 

Wreck Event 

The final voyage of MONARCH would have been its last tr ip of the 1906 season. It 
was not unusual for  a Great Lakes vessel of this period t o  be lost on the last tr ip of 
the season. November and December are busy months on the Lakes as vessel 
operators attempt t o  make as many trips as possible before the close of the 
season. Freight rates are at the highest of the year, and pressure is great t o  make 
one more passage. 

According to  the Marine Protest, MONARCH had run into heavy weather on the 
upbound tr ip from Sarnia. The vessel suffered some water damage to  the  cargo in 
the Number 3 and Number 4 holds (Marine Protest: MONARCH 12-11-06, Canadian 
Archives). 

On Thursday, December 6, 1906, MONARCH was loaded at Port Arthur with a cargo 
listed as  "grain and general merchandise" (Marine Protest, re: MONARCH). The 
Toronto Daily Star Dec. 10, 1906 and the Toronto World Dec. 71,  1906, both list the 
cargo as "35,000 bushels [which would be about 1,050 tons weight] No. 1 Northern 
wheat; one car oats for  Thessalon; one car oats for  Gore Bay, four cars for  the Soo; 
one car  of flour for  George Gardner, Sarnia; one car of salmon for Montreal; one car 
of salmon for London; 200 tons of flour for the GTR, Sarnia." (A car of grain was 
equal t o  350 bushets.) Unfortunately, little mention has been made of any additional 
"general merchandise." The ship was downbound through the Soo bocks t o  Sarnia. 
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At 5 2 5  in .tho aftoriioon, with loading completed, IVIONARCI-I departed i ts berth a n d  
started out  into Thunder Bay, arriving a t  Thunder Cape at 6:48 [mi. Here the course 
was changed .to a heading toward Passage Light, off I h e  northeast tip of Is le 

.____Royale. The IVlarine Protssl: (December ' l l ,  1906) states the wind was frorn .the 
northwcst, wi th snow, fog, arid a heavy sea running; the ,torriperature was below 
zero degrees Fahrenheil. The normal running lime for 1VIONARCH from Thurrder 
Cape to Passage  Light would have been 2 tiours a n d  20 minutes. Near the erid of 
t h e  rioririal running t ime the second i n a t e  went: a f t  to  check 'the log, only to find i t  
frozeii and registering 'I0 of .the 26 rrriles between the Cape arid Passage Lighl. 
Passage Light had been glirrbpsed twice during t h e  voyage. At the normal tirrre, .the 
cajxtairi set tho course  for Wtiil'efish Point (recorded in .lhe Pro.test as southeast: by 
e a s l  '11'4 east, or abowl '120 degrees). Six rninutes  later the captain adjusted the 
course "to allow lo r  leeway," .to eas t  by 3/4 south, or about 'I10 degrees. The wind 
was bluwing fresh from the Nor.tti-.[Vortkwesl. ' T l e  rime must have been aboui: 8;54 
p.rn. About 9:30, IVIONARCH ran irilo the solid rock wall known as the The Palisades, 
about 900 yards w e s l  of ULake Point, the northeastern l ip  of isle Royale. 

'Uie exact cause of  -the wreck is not readily apparent. Popular explanations for t h e  
vessol being 0-l[.course seein rather weak when subjecLed to  scrutiny. For exatnple, 
the loss has beeri at lr ibuled lo t h e  cornpass being out of order, possibly frorn -the 
cold (Fort William Daily 'I'irnes Journal Dec.  11, l906; Toron'lo World, Dcc. I % ,  1906; 

~ ._--_._...I ~ 

Wolf( '1979:88). This seems unlikely on two counts: 1) it would certainly have beeri 
a n  advantage l u  reporl. such a inalfunction during the Maririe Protest, but i-t was not 
reported; 2) IVIONARCH carried stearn radiators for heal, many were located by t h e  
Park Service dive .team 011 the site, a i d  the pilo-l:house was surely healed. The 
-taffrail log, however, was roportcd frozen so tha-t their distance out was not  known. 
Coupled witt i  snow, .fog, wind and heavy seas, it was sufficient to put the IVIONARCII 
hard u p  on Isle Hoyato. 

Wolf[: (1870:88) repor.ts the pilor house crew mistook the B l a k e  Point  Light for  
Passagc Light arid they  were steering "some 70 degrees" off course. Whiic the 
varyirrg reports do meritiori t h a t  in a couple of instances during the voyaye the 
Passage Light was visible, there could tiave been no contusion as  to which l ight it 
was. Wake PoiriL Light was iro'i installed un.til 1917, I 'I years after MONARCH had 
wrecked. (See exsrnples of crtLicism of U.S. Governrnent  af ler  the wreck frorn Iht! 
Cariadiarr press for no l  rriarltiiiy both sides of the Chairnet, Barry 1980:'18). 

Wolff does not rncli-tion trow tic cornpuled the course variance of 70 degrees. The 
diffcrcricc between the rowte of IVIOI\IARCH frorn a poirit clearing the north of 
T h u n d e r  Bay by Thundcr C a p e  Light or\ tho current dowribaund route 'to -the site of 
.[lie wreck is a course variation of about G--.l/2 degrees. At the larter course, the 
vessel would have hi( t h e  Palisade Cliff a t  an angle of somewhat greater l l i a n  '103 
degrees true. The course recorded for lVlOlVAKCH was east bv  south 3/4 south, or 
about 'I 'I0 rlegrccs. Ail exarnitiatiorr of .the five side-scan soriar passes of the wreck 
site done hy lhe Submerged Cultirral Resources Uriit in '1980 show the bearirig of 
MONAt<Cfl's structural r e m a i n s  to h e  abocit 110 degrees true. Although those data 
coincide with the course as s ta icd  in the IVlarinc Protest, the position of the rerrrains 
m a y  trot pret:isc?ly represent the final course heading of IVIOIVARCH. 

'I'he wealt ier was extreme during IVIOIUAIKH's last voyage. Two lliout1-1 Line 
steamers, AMERICA, a later casualty ar Isle Royale, and EASTOIV, were held up in 
13ulutti due l o  weatlier coirdilions (Port Arthur Daily News Uec. 6, 19OG). The same 

~ ___~--
newspaper reported the lowest temperature readirry of the  season on Dacernber 7; 



the reading was 22 degrees below zero Fahrenheit. Charles Thomas Davis, the 
lighthouse keeper a t  Copper Harbor Ranges, recorded in the log for December 5, 
1906 a fresh, east wind and snowstorm, wi th a northeast ga le  that evening. The log 
entry for  December 6 was: "north wind, gale, cold and heavy snowstorms, freezing 
very hard today." 

The intense cold of this storm caused the formation of 6 t o  9 inches of ice in Lake 
Superior, which trapped 20 vessels. The take Carriers Association organized an ice 
breaking expedition that left Sault St. Marie on December 11 to  free the trapped 
vessels. ( f o r t  William Daily Times Journal Dec. 10, 1906). 

Damage t o  vessels resulting f rom this December 6 storm was not l imited to  Lake 
Superior. Three vessels, one steamer and t w o  schooners, were damaged on Lake 
Huron ( U S  Department of Agriculture 1907:lO). The 1906 shipping season closed 
abruptly because of the storm; it was reopened only briefly by tug ice-breaking 
operations. 

During the season 229 vessets were damaged and 53 were lost t o  weather causes. 
The financial loss for the season was put a t  $2,043,850. The greatest loss t o  heavy 
weather conditions was in the month of December and amounted t o  $471,750. The 
wreck of MONARCH, a loss of $100,000 for the vesset and $60,000 for the cargo, 
was the largest single loss of  the 1906 season (Henry and Conger 1907:5-6). The 
single largest cargo loss f rom the MONARCH disaster was probably sustained by 
Parish and Lindsay of Winnipeg, who had 35,000 bushels of wheat on board (Duluth-_ 
News Tribune Dec. 11, 2906). 

MONARCH hit the rock face of Isle Royale Thursday, December 6, a little after 9:OO 
p.m., on the coldest day of the year; a heavy snow had been falling, driven by gale 
force winds. Visibility had been reduced t o  less than 50 feet, a distance little further 
than the bow f rom the bridge. Captain Robertson had gone outside and "with his 
face to the full brunt of the storm [he] endeavored t o  regain his course" when the 
"vessel veered t o  the r ight and there was a scraping, grinding sound, and then a 
crash; the MONARCH had struck" (Fort William Daily Times Journal Dec. 11, 1906). 

Capt. Robertson reported (Port Arthur Daily News Dec. 11, 1906) that he caught a 
glimpse of Passage l i g h t  twice before the ship struck, but coutd not hear the fog 
whistle. We also said t o  the newspaper reporters he assumed his compass must 
have been a t  fault. The ship had been proceeding at the "usual speed" when i t  
struck, and immediately the order for  full speed astern was signalled to the  engine 
room. The engineer (Samuel Beatty) realizing the ship was on the  rocks, disobeyed 
the order and kept the engines in gear and moving forward to hold the damaged 
ship on the rocks. A great hole was torn in the bow (Port Arthur Daily New Dec. 11, 
1906). 

Flight of the Survivors: Soon after the impact the passengers and crew rushed up 
on deck, but the brief confusion was soon put in order (Port Arthur Daily News Dec. 
11, 1906). The electric lights went out leaving the ship in darkness. Quickty, a 
lifeboat was towered and manned by by fireman Walter Woughton and three sailors: 
Edwin Brealin, Jacob Smith and Robert Berry. The boat was evidently lowered on 
the srarboard side, the side closest to  the rocks, but floating wreckage and the force 
of the waves prevented the men from rowing to  the closest rock, a scant 25 feet 
away (Fort William Daily Times Journal Dec. 11, 1906). 
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Stiipwrcclcs often prorripi  acts  or courage; indeed, rnarry people havr! surv ived onlv  
-through Itcroic w t s ,  their owti or those o f  ottrers. The wreck of  WIOtYAHCt-I 
produt ; fd  ii hero, Jarries (Jack) U. IV1r:CaIIiirn. McCaltLim, a deck harid arid bro-ther of 
lhc secorid r r ia i s ,  was work ing o-lf his passage d o w n  thc Lakes. I t  was  he who, after 
ttie fai lure ol' ttie landing atiernpt, managed  co get  a l ine LO shore. Accounts vary as  
.to wlial ac tua l ly  took place. Sorne say he t ied  a rope around his wais t  a n d  used a 
ladder .to gel ashore (Port ..Art l i i i r  Daily News Dcc. '11, 190G); or was swu l l g  
penduli i i r i - l ike ur i t t l  he rriariaged to rrling to -the rocks and was passcd a ladder (Fort....... 

Williarri Daily. . . . . . . . .. l i m e s  Journal Dee. 'I 'I, 4 9 O G ) ;  o.thers s a v  Fhat h e  gained a foo-ti-]old on 
sacks o r  graiii and ma e s  th rown over  thc bow (Particulars of Service ret idered 
in Saving Life, r c n d c r c d  b y  Juhri D. IVlcCallum to  passongcrs  and crew,  S.S. 
WIONARLt-I,) I l lowever McCallurn d id  iL, lie rnaiiagetl to get u p  (fie hailk lo the shore 
appareliCly w i th  ,the? a id  of :I ladder ar id se(:irretI a lirre. Otie accocrril said the rope 

-~broke atid a Low l ine was th rowr i  to tiim and lie secured i t  to a lrec (Fort Williarrrs 
Daily 'lirries Journal Det;. l ' l ,  *IgO(j), Using t l i is tirie, the passengers  and crew were.. 

ab le  .lo leave ~ l h es.hip and rsiakc l l i c i r  way up the rocks. Tti(?re niay l i a v e  beerr a 
tloat used lo aid .the crossirig. One p;issenger (R.M. Lockhead) in his account s la ted  
he fe l l  oEI Ilie l ine arid h i t  elio guriwale ol' t he  boal  t h a t  tiacl hccn irsccl to pass t he  
life line l o  .[lie shore (Pur l~~ Art t iur D;iily News net:. 11,  'l901i).- .. ~ . . . . . . . . . . . . . . . . . . . . .  

Wkicri ahotit half o f  .ll ie ship's corripiiriy were safe on Itie rocks, IVIOI\IAHCW's stern 
~ ~~~~~~ ~ .beyarr t o  sink (Por t  Ar lhut -........Daily ...News UBC. '11, 'IYO6). Tliis shift  of -Lhe wreck 

ap~iarerr t lycaused sorne cori lusiori  arlioiig Lliosc reiriairi ing ori [ t ie  vessel. I r i  t h e  
c:o i1-Iu s io iI ,  tt Ie oIIIy .[:a1a Ii 1v 11c (:ti rre tl . J os e ri t I 3 a c t i  II es (repo rled e I sew Ir c re a s Ja mes 
Jacqcrcs, o.y., ~Port~ A r t h u r~~~ ~ ..................Daily News Doc. 'I 1 ,  'I 906) i i r i  'I 8-veal- old wa.tclirriaii 
aboard IVIONARCIH, d rowned (Fort Wil l iam .-................................Daily Tirncs ~~ .Journal Uec. 'I 8, 'I 906). 

~~ ~~~ 

J acques ,  whose fairlily l ived iri Po Edward, had beerr work ing  a (  itre Grand Truiik 
elevator all suriirner arid t iad only qirir two  wecks before deciding to -take his 
i l l - fated Lrip or i  RIIOMAt3CH. /His inother ,  IVlrs. A. Jacques, h a d  begged hi in  n o t  to  go, 
L L I ~yoirri!.j Jacques shipped a:; a waictirnari aboart l  the VBSSCI  on  the upbuuiicl Lrip. 
t l i s  tmortier was ii~ishock .for soriie t ime  a f te r  Ireaririy tho  news oi' her  sori's dea{li 
(For l  Willia tn Daily..... .--~. T imes ~~................ Joiirrial tlec:. .I 8, 'I 9Oti). 

_ _
I here are su i i i e  sl ight rliscrepanc:ies regarding this single WIOIYARCt I .faraliry. I r i  Ihe  
Fort Will iarn ...... ~~~~~~~~~~ ......... .. Claily Tirries Journ;il (Uec. '18, 1YO6),  it was reported Jacques was aslocp 
i n  his biiibk wlieri t l w  t w a t  fouridet-ed and siiiik. A c c o u n t s  .[tiat appeared imirrudiately 
after .[tic wreck stale .that in the corilusiotr L t i a l  occurred wtiei i  Itw storri setXioti 
broke orf arid xarik, J;ICC]LICSb y  rriislake seized 21 fender rope rather t h i I t l  'the shore 
l i t ie arid fe l l  inxo the Lake. His cry cocrld b e  heard b y  llrosc! oti deck, but ~ C I  

-assls la i icu co~ i l t l  be rendered  ( P o r i  ArL'hiir ....Daily News Uet:. 'I I ,  '1906). OL-1it.r 
ac:c:oucrts slate ttiae J ~ C C ~ L I ~ Sbeen subject to terriporary bl i i idt iess (Fort Williarrihad ~. . ... 

~-Daily .-........ T i i n e s  Journal Uec. I 'I, l9Of-j). 1\10 i ract! uf Jacques was ever recovercd.  In ................. 
- this  latter article, i~ i s  repor ted  that Jacqries wits t ry ing to lower h inrse l l  in to  the  
r o w  boai arid I i a t l  slid dowri w t i i~ ttie tticjuglrt was  a f e n d e r  rope, but was a c l u a l l y  a 
short l ine that reached only I ialT w a ~down t he  vessel. 

-l'li? cxhaus l tx l  survivor's hutJdIt-!d togettier- i t i  the trilter cold. The rocky  shoi"clinc 
was covered wi(h ice. A L  leas1 oiie pas:;eriycr tiad ia l le r i  into the water during t t i e  
crossirig, a r id  his c l o t h e s  had hecorr ie  f rozen solid. W.t-1. Lockhead was spared 
serious frostbite by a fire thar was star ted with t he  few dry matche!; found a i n o i l g  

t h e  other  passetigers (Uuluth News rrit) i ir ie Uer;.  'I 1, 1906; I................... ~ ~~ ~~ ~.~ ~~ 

Port Arthur Daily ~ ~~~News 
Det:. 1 I ,  'ILIOG). Along wilh Ltie .firb, a crude windbreak was consti-ucted of 
brainches. 'f ' lte only blankei: was given to the  cine worriiin aboard, the stewardess: 
Rachel  IVlcCoriiiiclc Uefore rriorriirig, a sec:ond fire w a s  star ted on high grotirid to 
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attract The attention of the lighthouse keeper on Passage Island, or  of passing 
vessels (Fort William Daily Times Journal Dec. 11, 1906). Later, a tent was 
constructed of sails recovered f rom the wreck (Port Arthur Daily News Dec. I ? ,  
1906). 

O n  Friday, food was obtained f rom the wreck. Eirher that morning (Port Arthur Daily 
News Dcc. 11, 1906), or in the evening (Fort William Daily Times Journal Dec. 11, 
19OE), a case of salmon was found on shore, or a bag of f lour and a box of salmon 
washed ashore. A sailor was lowered by rope t o  retrieve them (Fort William Daily 
Times Journal Dec. 11, 1906). Sometime Friday the wreck was boarded, and a 
quantity of damaged bacon, bread and pie was secured and served. These meager 
supplies did not last long. The remainder of the t ime the survivors ate salmon and 
flour. The flour was  tnade into flapjacks by Rachel McCormick and cooked in the 
ashes. The flapjacks "resembled a piece of frozen asphalt block" blackened, no 
doubt, by the ashes in which thev were cooked. The survivors had divided into 
three camps on Friday. Each camp maintained a f i re  for  warmth, and together they 
chopped wood Tor the beacon fires on the point (Port Arthur Daily News, Dec. 11, 
1906). 

The beacon Tires were kept burning all day Saturday (December 8j  in a n  effort t o  
attract the attention of the Passage I s land  lighthouse keeper. Saturday passed 
without a response. Although the keeper had seen the  light of the fire during the 
night, heavy seas prevented an attempt t o  reach the island. Sunday the waves 
subsided enough to  allow Lightkeeper Shaw (Port Arthur Daily News Dec. 10, 1906) 
t o  row  the 4 miles distance lo the wreck site. Waves were st i l l  heavy enough to  
prevent Shaw from landing the rowboat, but  he was able to  take off one person, 
purser Reginald Beaumont. Beaumont waded and swam out t o  the boat (Duluth 
News Tribune Dec. 11, 1906; Fort William Daily Times Journal Dec. 11, 1906). That 
evening Beaumont and Shaw signalled the steamer EDMONTON downbound with a 
load of grain. Beaumont was picked up and EDMONTON immediately headed back 
t o  Port Arthur after finding she could not get near the wreck (Port Arthur Daily 
News Dec. 10, 1906). 

EDMONTON arrived in Port Arthur Sunday about 2 : O O  a.m., bearing the news of the 
wrecking of MONARCH. Immediately, Agent Bell of the Northern Navigation 
Company began t o  organize the rescue of the survivors. By 6 9 0  a.m. the owners, 
crew and masters of the tugs JAMES WHALEN and LAURA GRACE had been roused 
and dispatched t o  the wreck site (Port Arthur Daily News Dec. 10, 1906). 

The rescue party aboard JAMES WHALEN and LAURA GRACE was led by Capt. 
Campbell of MONARCH'S running mate, SARONK (earlier UNITED EMPIRE), which had 
just arrived in Port Arthur. Several of SARONIC's boats were taken on the rescue 
tr ip t o  aid in removing the survivors from Isle Royale. Doctors McCougall and E. 
McEwen were taken to  provide medical aid t o  the survivors feared to  be in bad 
shape after their ordeal. The relief party left  a t  6 : O O  a m .  on what was expected t o  
b e  a 6 or 8 hour round trip (Port Arthur Daily News Dec. 10, 1906). 

Meanwhile,  on Isle Royale, a party of four men set out from the main camp on 
Monday (10th) soon after purser Beaumont left with the lightkeeper. Firemen Walter 
Houghton and three sailors, Styles Fisher, John McPherson and Edwin Brealin, 
walked 12 miles to  Tobin Harbor on the opposite side of the island (Fort William 
Daily Times Journal Dec. 11, 1906). It is informative to  trace the probable route of 
?he party wi th distances reported in the contemporary press a d the geography of 
the island to  establish possible terrestrial s i te  locations. Historic f ish camps are still 
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on lsle f3oy;rlo a n d  are l ike ihe  one to  wlii(;li t h i s  parky went .  (Prol)ably t h e  site now 
kriowrr as IVliit 'tson Fishery.) 'l'lit: .focir trieri pt'abaL,Iy c a m e  across I I i e  central ridge aC 
Isle R o y a k  . from The Pal isades (near clic r)rescnt--day lvlerritl Lane Carripyroiind) 
dowri along the shore to  a posiiiofi across Tobill t iarb~or.from Scovi l le Point, the 
localion o f  'the Ivlatsoii Fishery, a d i s tance  o-l' abo~r t2 rn i les,  or 2-3 '10  rniles f rom 
t h e  wreck. The men had no choice bu t  t o  walk around Tobin Harbor  to reach t he  
fish carrrp, ano-Lher 8.5 ri i i lcs, or a l i t t le  mow than 'IU rriiles -total, unlc 
able to  cross or1 the ice that was prabably in  (he rnouth of I'otjin Creek. They 
Ic)  c a eed s e v e ra I f ist i  er i n I+ r 1's tiu is, ii I I d es B r t c (1. Fo i tu11a' tuIy , prov is i o n s ha tl bcc 11 Ie I t  
by  t h e  l istwt-i i jen, arrd the l our  sl)errt  i-he n igh i .  'l'trey sc.xurcitl rn(it-8 supplies ar id 
started back across t h e  Frozeti lrail  l'uesrla\/ ( '1  .I t l i )  rriorriirig, arrivitlg a few miit lutes 
be-fore 'the rescuc tugs arriving .iron1 Port  Arthur were sputtctl by t h e  survivors (Fort 

~Wil l iam 2)iiily~~ ~~ 'I irnos Journal Dc!c:. 'I 'I, I !lOG).~~ 

WHALtN and GRACE approactled ,ilie wreck, I,u.t could no(: lac r r1c l1  their t ioats for the 
pickup. 'l'tie l u g s  signalled arid werit around lo (lie soui'li side of  'the puittl into 
Tobiri t-larkor. The survivors h a d  lo w a l k  ii(;ross the islarid, Ltie secoiitl s u c h  trip of 
.the day .for the four-tnan par ty  that hat1 just rel i i rncd. 7~11~:survivors were taken 
aboard the rescue tugs, arid l-lieir injuries a'tLctidr!d. 

In the repori  given by Capt .  Roberrson (Por.t Arrhi ir  Daily Ne Dec. 'I.!, 'I!N6), h e  
says the survivors had to walk a distance ~1.fM rn i lcs,  Tlrc ru .i-hcy took f r o m  t h e  
w r e c k  siie over to Tobin Harbor t o  be picked ~ i pby .tho resccie tugs is  not 
recorded. The d i s lanco  straighl  across the t ip o f  the islaticl to  a poiril: near 
prcsen.t--day IVlerritt Lane  Campground arid opposite IMwri~t~I:l:;land is  almui: '1,500 
feel. If Ihe tugs cou ld  n o t  pic;k tt ierri u p a t  this point, it is 1iarrl t o  corieeivc of a 
reasorr -lor [ravel ing dowri shore another 1-3/4 ~riiles. This  would h a v e  placed rhcrti 
beyond l o b i r i  Harbor, bu-t (hey cou ld  have coi i ie across to  R o c k  Harbor to tic picked 
up a t  a point near Habhit islarid. T l ie  onlv e x ~ ~ l a ~ r a l i o nfor going Lo Rock l i a r b o r  was 
i f  i c e  or wavc conditions prevorited ~ l i clirgs fr-orri approaching .the istaird. However, 
i l l i s  is  unlikely on both r:ouri.ts, tjecairsc JAIVILS Wl-IALEN w a s  a n  ice.--brealtirigtug 
and  rriost probably could have larided virtual ly anywhere. T h e  four--.rnan par ty  
apparen'tly wrilketj arourrtl Tobin Harbor- io t l ic fish carrip, sorncthirig .they would not 
1-lave done iC I t iey  r:oultl have crossed Itre ice. 7he soutlicasl. shore of 'thc island 
should have been in -itre lee ot the dirniiiist-tirig storrri. The rnos1 probahtc 
exylanabion is t h a t  [tie survivors' walk to reach -the tugs was nowtiera ricar 8 miles, 
but il seemed t h a t  it was ber:acrse uf .the extrerno conditions. 

'The survivors wore i r i  goad condition, consideririg the i r  pl ight .  IVlr. F a r q u a i  had 
evi rl e r1.t Iy c orri e 1hr o L 1g h t ti I: wurst . HR t i  a d  ,frosthit e ii ri ri  [r c: r t i  ;I [I s p ri e ut ri  oIIi :i a nd 

~ ~-was i n  a seriously extrati:;tcd :;tale (Port Ar.Llrur ..I_lailV.- IUews Dee. 11,  1Wtj). 



that the stern was slowly sinking ... I had a number of farmers on 
board, and they made just as good a scramble for their lives as the 
rest of us. We had only one women on board, the stewardess, and 
she was a good one. She went down that rope 30 feet, hand over 
hand, into the boat and the way she stirred up that flour with a stick 
and made us pancakes was a caution! 

We had nothing to eat for 6 hours, and not being able to  get 
water over that high bluff, we had to melt snow for a while. After a 
time the men went back to the ship and yanked out something to  eat. 

The MONARCH’S bow stands up 10 feet above the water on the 
rock. 

I lost a l l  my clothes and shoes but I got an old belt I have had 
for many years, and I was glad to get it. 

We made a tent out of some sails, and I had to watch the fire, 
or some fellow would put it out with his feet, covered with snow, as 
he lay sleeping. 

We had canned salmon, but after a few mouthfuls w e  did not 
want t o  eat. 

We had to  walk 8 mites before we could get to t h e  tugs. The 
way that woman walked through the woods with the best of them! I 
was on my face  half the time. 

The old ship stands there up against the side of the rock. You 
might pass her by a hundred times and not see her. Everything is 
covered with snow and ice. 

Apparently, the survivors were taken on the steamer HURONIC t o  Sarnia. The 
passage was courtesy of the Northern Navigation Co. The arrival was heralded by 
the citizens, teplete with brass band. The following report appeared in the -Port 
Arthur Daily News (Dec. 19, 1906): 

Sarnia, December 18th ... Pandemonium broke loose when the 
steamer HURONIC arrived on Sunday night with the survivors of the 
wrecked steamer MONARCH on board. It appeared as if the entire 
town came down to the wharf to  welcome the shipwrecked crew. A 
brass band added to the din of whistles, and seldom has such a 
demonstration occurred on the Great Lakes. 

Every man was a hero, but it remained for the woman, Miss 
Rachel McCormick, one of the crew, to  carry off the real honors. 

The Northern Navigation Co. responded quickly. The following statement appeared 
in the Port Arthur Daily News on December 12, the day after the rescue: 

No compensation will be offered by the Northern Navigation Company 
to  passengers who lost their effects on the wrecked steamer 
MONARCH. That is one of the risks taken by passengers and they 
have no case For damages against the company. 

Company representatives also pointed out tha t  the passengers had been given 
transportation on HURONIC, but, even this was more than it was required to  do, as 
the loss of the steamer terminated their contract with the passengers. 

The captain and crew of MONARCH were exonerated for their actions involving the 
wreck, although some rumors to  the contrary had been circulated (Port Arthur Daily 
News December 12, 1906). A special address of esteem and sympathy was 
presented, along with a purse of gold, to Capt. Robertson on the evening of 
December 12. The ceremony took place a t  the Algom.3 Hotel in Port Arthur, and 
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rriarly protnirienl: cit izens of bo,tfi tJor'c Ar i l iu r  and Fort Will iam were ir i  a-l-tendance, 
including t l i t? mayor, rnernbers of Lhe Couvrcil and Hoard of Trade af P0r.t Arihur .  

In addit ion to the captain, Jack lVlcCallum received ret:ognil ioti. On JLily 6, '1907, i i  
was reported Lhat tie tiad been preserrled w i th  a Royale I-lurnaritl Society rnedal a t  a 
specia l  sessiori of the Board 0.f Trade for his gallantry the prev ious season (Superior-~~-
Evenirig TeieyraIri, July 6 ,  1907). 

Salvage_^___. 

Comrriercial operations were r iot uriderlaken or1 ttie wreck for two years. The 
1~~~~Northern Navigaliorr Co.  d id  irivi.te bids l o r  salv;ige of t t n e  wreck  (Catiadian I?ailway 

and IVIarine Wor ld-̂ - Nov.  1907:855).Appareiil-Iy norie were suhrnittcd. 

P h i s  to r m i o v e  t he  rnacli inury were expressed i t 1  '1907. A dcscrip' t ion of the  site 
~was publistled six rnonths af ter  (he wret;k (De'Lroi.t~ News June 9, 1907):_ _ ~ ~ I 

The wreck of ttie IVloriarcti how presori ls a rnost interes~tir iy sight, 
while the  stern i s  bur icd deep in water. Where it was wrecked .the 
shore cari easily be reaclred by a Lake boat, t h e  drop k i n g  so rapid. 
Portiaris of the  tnac:lijnury are exposed, the  i i rnbers and planks 
covering iP having beeti  torn away by t h e  severe storrris wh ich  
occurred s inc e 1:t I e w rec k. 

Huge .tirribers 'I 2 inches th rough a n d  bolted by loilg s.teel barrcls 
were brokcri like so rnariy matchos. Vieces of wrecltage can be seen 
alotig ttie Lake shore .... IVlasses of iron tw is led  icito all conceivable 
shapes show h o w  t h e  w ind  rnust have bii.lfcted t h e  ship -from tho .tirnc 
tha i  i ' L  wer1.t 011 t h e  rocks. 

The l ime of t h e  separation of the  large stern seciion f ro i r i  i t i e  bow i s  uricertair1. 
The newspaper a c c o u t ~ tabove itidic:a.ies tire s.tct-n may have b e e n  attat:hed a s  l a t e  
as  1907. A'( l eas t  one newspaper accoun'c ttiai: repor led t l i e  wreck evcrrts statccl  t he  
sterii broke before all t h e  survivors were removed From .the wreck. All 
contemporary piio.togrephs of ttic wreck of tVIOIUAIK1-I locaked so far  show Phr! only 
The bow sect ion or1 t h e  rocks. These pt io lographs rriay have boon lakerr t h e  next 
year. 

I\/IOI\IAKCIl's tnachinery was salvagod in I908 by Reid Wrwk i i i g  Con-ipany iiridci' the 
direc-tion of Capr. Thomas Reid. Ttit! salvage orjeratioris bq ja t l  in  late August or in  
September, 'IBO8. The Reid Wrecking Compariy appateti l ly purt:tiased the salvage 
r ights  to  IVIOIUARCt.1 f r o m  the  undcrwt' i icrs i n  1 i i . t ~August  (Port ~~ A r thur  Llaily Ncws~~ 

S e p t e m b e r  9, '1908) arid wor'k was i r i  progress soon after (Ibid., Septcrnl)er '17, 
1908). ~twas reportet j  t h a t  t t ie  Si.llVki<Jc! o f  IVIIJIUAIICtl was c:ornpTiL after 25 r ~ a ~ sof 
work  

. ~~~~Capi. Reid was quoted in a rrewspaper ariiclc (Port Arthur ~ Dailv News SopI:c?mbcr %ti, 
1908): 

We took i n  everyth ing 0.f valuc out of  the  wreck  ... Iravirig found 
condi.l ions such that w e  were ahle lo Inilke a vr:ry complc?'le job of it. 
We I ic? vc the I)oiIo r s ,  eng i rins, dyr I arri os,  c t i  a i ti s w ir id 1 as s t.s, (3 t c., Iua d 12d 
orito the barge KtLUERI IUWC). (-I-this i s  ceriainlv t h e  KtiLL3EtHlIOUSE, sec 
Port Arthur Daily News Oct. 6, IW8) ready to be l a k e n  to Sarn ia arid 

~~ ~~ ...I_____..__ 

we will l ikely leave for o ~ i rt r ip  t lowri i h e  l.akc! toriiorrow. 

In the same article, il was reported that  IVICII'dARCCI: 

I 1 4  



... stood with her nose shoved upon the rocks of Isle Royale and her 
bow and forward cabins out of the water to  withstand the onslaught 
of the waves, but now that has been broken away by the salvage 
crew, the engines and all moveable material of wor th taken away and 
the remnants of the hull and the last cargo loaded into jt left to be 
scattered by the waves or swallowed up by the waters of  Superior ... 
of the cargo Capt. Reid says he saw little. The f lour was still in the 
hold, also an amount of canned goods .... The hull was practically all 
broken up and all that remains in place now is the bottom, 
underwater. 

The crew of SALVOR reported MONARCH'S engines were set about half speed 
(Duluth News Tribune Oct. 1, 1908): "When the MONARCH struck she must  have 
been running alright as her engines indicated that she was open to about half 
speed." This may, however, not  have been the speed the vessel was running when 
it struck. The Port Arthur Daily News (Dec. 11, 1906) reported that Capt .  Robertson 
called for "full speed astern" immediately after running aground, but Chief Engineer 
Samuel Beatty, realizing the extent of  hull damage, kept the  engines ahead t o  hold 
the steamer against the rocks. The decision probably saved those on board; the 
engine telegraph was probably found in the position le f t  by the engineer when h e  
abandoned his post. 

The final disposition of MONARCH'S machinery is currently uncertain. It is known 
that one of the salvage barges, BENNINGTON, sank soon after the completion of the 
salvage of MONARCH while enroute t o  the So0 Locks, somewhere in the vicinity of 
Whitefish Point. The Port Arthur Daily News (Oct. 6, 1908) reports the overturning of 
the scow owned by Reid, and the loss of t w o  lives. The barge was reportedly 
loaded with derricks and other machinery and in t o w  of the schooner KELDERHOUSE 
with the tug SALVOR in close proximity. Beeson's Marine Directory (1909:131) 
reports the loss of the Reid Wrecking Company schooner BENNINGTON, 250 gross 
tons, due to  foundering. KELDERHOUSE was probably JOHN KELDERHOUSE, a 500 
gross ton vessel built in 1857 (Mansfield 1899:1:844). 

The newspaper report quoted earlier (Port Arthur Daily News Sept. 26, 1908) stated 
the machinery was placed aboard KELDERHOUSE. There is  some speculation that it 
was in fact aboard the schooner BENNINGTON when it was lost while enroute to  the 
soo. 

It may h a v e  been t h e  case that some of MONARCH's machinery was lost. It is 
known that the triple-expansion engine itself was not lost when the salvage vessel 
sank. The engine was not  placed aboard another vessel, as was a frequent Great 
Lakes practice. MONARCH'S engine was taken to  Reid's Port Huron salvage yard 
where it sat until 1913, when i t  was finally broken up for scrap. "It was necessary 
t o  use dynamite to  break up the machinery and for several days the town  echoed t o  
the rumbles of the explosions" (Detroit Free Press Dec. 4, 1913). 

Research into the activities of the Reid Wrecking Company in their salvage efforts 
would contribute to  the understanding of wooden wreck formation processes in the 
Great Lakes. It would be quite helpful t o  know what impact the salvage activities of 
Reid Wrecking Company had on the site. Many questions were raised when the 
distribution of the structural elements of  the vessel was examined; e .g . ,  are their 
current positions the result of natural impacts such as  wave activity and ice 
shelving and reflect the process of  normal wreck formation (the breakup of the hull 
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or1 poii i i 's or' weakriess, such as along I h e  bilge) or is i t  tthe result of brsak ing  apart 
tho  s t w i ~with t u g s  to  ease i-emoval oi: rnachirlctv? 

More recent salvage ac'riviry of sport divers visii ir lg t h e  wreck has  rernoved w r n e  of 
t h e  material Reid missed.  T'he c a p s t a i i  was brought up i r i  the '1960s a r i d  Is now on 
display a'c Isle I?ovale National Park. Other ar t i fac ls  Trurri IVtUI\IAt?CCI have beer1 
recovered arid reiurried 'to the Park, S C I C I I  a s  the ship's wlwel, Iarnps, c lh i r la  arid s o m e  
pieces of tea service. 
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Fig. 4.7. Passenger/package f r e i g h t  vessel MONARCH. An early photograph of the 
ship before alterations. The iron hull support arch is visible above the  gangways. 
U.S. Army Corps of Engineers Canal Park M a r i n e  Museum Collection. 
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Fig. 4.8. MONARCH after alterations tha t  included the  addition of c a b i n s  af t  of t h e  
pilot house. The vessel had this configuration when last. U.S. Army Corps of 
Engineers Canal Park Marine Museum Collection. 
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GLENLYON: HISTOFiY 

Construction 

GLENLYON was built a s  WILLIAM H. GRATWICK in 1893 a i  West Bay City, Michigan 
by F.W. Wheeler & Company. The original U.S. registry number was 81427. Prior t o  
1893, Wheeler-built vessels carried engines built by one of t w o  Detroit engine 
companies, S.F. Hodge & Company or the Frontier Iron Works. Wheeler later 
expanded its operations t o  include engine construction, and its own new engine 
works were put in operation in the latter part of 1892. The foreman of the new 
Wheeler facility was William Willis, fornierly of the Hodge Company. Willis 
supervised the placement of t he  first Wheeler-buill engine in hull 93. WILLIAM H. 
GRATWICK had the distinction of carrying their f i rst engine (Wright 1969:124). The 
triple-expansion engine had cylinder diameters of 20, 32 and 54 inches on a 42-inch 
stroke, with an indicated horsepower of ,1200. The original cylindrical Scotch 
boilers, 12 feet x 13 feet, were built by the Wickes Brothers Boiler Works of 
Saginaw, Michigan. 

GRATWICK was built to serve as a package freighter for  John Mitchell & Company of 
Cleveland. The hull was of steel with a length of 328 feet, a beam of 42.5 feet and 
a depth of 20.5 feet. Gross tonnage of the vessel was 2,818.27 and the net was 
2,202.90. In the builder’s certification of March 13, 1893, GRATWICK was described 
as a screw steamer wi th  t w o  decks, three masts, plain head, and round stern. 
GRATWICK was launched Saturday afternoon, February 4, 1893 (Port Huron Times 
Feb. 6, 1893). 

This was the fourth vessel to  carry the name WILLIAM H. GRATWICK. Others were a 
s t eam tug built in 1882 in Buffalo; the 475-ton (1880) propeller later renamed JOHN 
C. PRINGLE; a n d  a 1687-ton wooden vessel bui l t  in West Bay City in 1887. All three 
earlier vessels were in commission a t  the same t ime that: GLENLYON was 
constructed (Mansfieid 1899:1:832). The fourth vessel was the f irst GRATWICK t o  be 
made of steel. When constructed, the steel GRATWICK was notable because of its 
large size (Lake Carriers’ Association 1924:118-1 19). 

The first owner of WILLIAM H. GRATWICK was the Mitchell Steamship Company of 
Cleveland (Doc. of Enrollment April 15, 1893, Huron, Ohio). The president of the 
company was Capt. John Mitchell, a prominent businessman, who was born in 
Canada in 1850. 

Apparently, the Mitchell Steamship Company was a personal entrepreneurial concern 
for  Mitchell, who was also a member of the board of  directors of the Hopkins 
Steamship Company when GRATW1CK was built. F.W. Wheeler, whose company bui l t  
the  boat, was vice president of the same company. In 1894 Mitchell became vice 
president of  the newly formed Gratwick Steamship Company. In 1895, Capt. Mitchell 
was made secretary and general manager of the Etna Steamship Company of which 
William H. Gratwick was president (Mansfield 1899:2:435). 
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Operational I l istory 

A change o.f owrrersliip is recorded for GRATWICK in ' I W Y .  I r i  Clc,Pober, the 
documents list t h e  new owner a s  t t ic Drakc--May.theiri Stearnship Cornpar iy  of 

~~ Doc. . . . .tVlen.tor, Ohio ( D u l u ~ t hNews l r ibur io  Sepl. '16, '189'3; .~ .. of Eiirullrnerrt Oct.  'IG, '1899, 
Clevelarrd). 'This company rctaitrcd ownerstiip unti l  I902 whcn the ship was sold .lo 
the United Slates Transportation Corup;iiiy o l  Syracuse, New York (Doc. ~~~ of 
Enrollrrient OcL. '14, '1902, O S W ~ $ J O ) .  

GHA'KWICK was so ld  again it1 'l!Nl/ wheri ltic Prindvillo .l.rai~isporlatioirCoiwiparry o l  
............1Vlictrigari Ci-ty, Indiana bccarrre the owner (L)oc. 0.f tnrol lrnent l1ov. 29, l 901 ,  

Chicago). While owned by thc IVIichigari City firin, GRA-1WICK was charrered hy  the 
G ra t i  a in a rid IV1or'l:on Tra r i  s po r t x t  io 11 Corn pa n y 0 - f  S-1. Jose 1) ii, IVIic I 1  iga t 1 .  -1.f 1 c! I;&IVI 
Line operated ships in [tie fruit arid passetiger service froim lower Iblictiigati ports to 
Chicago but ran lo Lake Superior pcirts lor a I'ew seasor is (tletroi.l: Maririt! ~ I-listorian 
'1951, Vol. 4, 1\50. 10:3). If GHA'I'WICK carried I h c  G&M colors a.i this t irr ie, she  had a 
dark green hull arid a black s tack during this period. 

The vessc?l was reboileretl while iitrdcr Priridville ownership in 'I 908. The 
Wickcs-tiuill: boilers were replac:ecl with 13 (cot 9 inches by '1'1 feel 6 inches Scotch 
boilers built by l l i e  Amcricaii Stiipbuildirirj Conipany of Cleveland. 

The Chicago ii ritl UuIut h Trans portatiori C o  ir r p s  rr y of IVIic t i  ig ii iI City purc t i  a scd 
~~~ ~GRATWlCK i r i  1910 (Doc. of Enrollrneril. April 8, 'I 910, I:hic:ayr)). While xiwried b y  th is  

cornpariy, GRATWICK was rioted for receiviiig .the firs.! load of i ron ore taken frorri 
the Cuyuna Harrge i r i  IVlinnesota. Ir i  May '19'1 'I, CIIAIWICK loadc-!d 4,000 t o n s  of or(+ 
a t  the Soo Line's newly c o n s t r u c t d  St. Lotiis Ore 13m:k o r 1  S i .  Lutris Bay in S~rperior, 

~.~~~~~Wisconsin, arid headed east (Duluttr TriliLiric~~ May 2%, 1911). It is  no l  c lmr ,  however, 
tha t  this is ttie siirric C R A ~ W I C K . ~ S ~ O ( : ~ ~ . ~ ~ ~with I S I ~13oya1c. 

A "Coasting and Foreign Trade" docuimeini. was issued in Chicago For llie vessel in 
Februarv, 'I 913. lVllI\1IVEKAII~I~Awas s o l d  'tn the Lijkt! IVliclrigati Steamship Company of 
Gary, Indiana in Septerntier 1913 (nor:. o f  rirollrnerrt Sey1.t. ?3, 'l9'13). This cornpar iy 
owned IVIIIUI\IEKAI-IVTA for less tkiaii il year twfore reselling it. Kfie sfrip's doci irneri ts 
were surrentlcred in April 1914 when she was "sold .foreigri" to the Grcmi: l.;iltes 
Transpotlalion Corripatiy, Ltd.  of IVl idlat ir l ,  Ontario, who rciur-ired l . t i e  ship to thc graiti 
a nd c:oa I tra d e s. IViI NNE KAHIA t'et:eivc:d [;a ria rl ia r i  registry r i  I I  mher 116,GGO. 

Four vears later, the ship was ovort iaulerl  ;IT lho Wlidland Stiiphtrilclirig Cofnpiinv, a n d  
renamed Gtt lULYOi1. Rrnong .the altoralions were a steel  deck house with 
accommodations For the master and mate arfrlcd forward, another !;.<eel duck house 

-.................. .._ _built af t ,  and s o t ~ i o  rniiioi- repairs were rnatlc to the t i t i l l  (Ciiriadiaii Hailwav and 
~~~~ ~~~~~~ ~~~1Warine World- '19l8:12.6). A'I: Chis 'tirnr! lhe ship had ij 1igli.l- blire-.gray hull, white 

cabirrs arid a ruse-red s tack  wi th a I)lack top (Williarns I95G:%55). A-l: .the time, 
GLEi\Il.YDN was one of ii d o z e n  V ~ S S B ~ Cnwnctl b y  th is company, a l l  the r iar i les of 
w t i  ic h bega ri w i t  t i  "(3IL1\1 . I '  ( c : .g . C LI?11t: 11111A 11; G 1. E I\]LLIDt t:) . 

Gl..ENLY"llU tied ;I rather unusual operational history. Uuririg the (:otJrse of i t s  
serviceable life, the: s t i i ~ i  participated iii .the package Iroigl i t  trade, .the 
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passenger-package freight trade and t h e  bulk grain trade in t w o  countries. Few 
ships were involved in al l  the major trades of the Great Lakes. 

GLENLYON was slightly damaged in  an incident t ha t  occurred in August of 1920. 
While entering Sarnia, GLENLYON was diverted from its course by the schooner 
HATTIE HUTT and a sand sucker working at  t h e  port. GLENLYON lost  steerage and 
struck the Grand Trunk Railway freight sheds causing $5,000 wor th  of  damage 
(Canadian Raitway and Marine World 1920:463). 

Wreck Event 

The last navigation season for GLENLYON was 1924. On the last trip, the boat left 
Ft. William, Ontario on Thursday, October 30 downbound t o  Port Colbarne {Port-
Arthur News Chronicle Nov. 1, 1924) wi th a cargo of  145,000 bushels of wheat (Port_I 

Arthur News Chronicle Nov. 3, 1924). (The Superior Evening Telegram Nov. 1, 1924 
reported 245,000 bushels; the Port Arthur News Chronicle Nov. 4, 1924 reported 
318,000 bushels.) The last 3 or 4 weeks of the season were very stormy and foggy 
with gales and snowstorms. Ships in many ports were delayed while seeking 
shelter f rom winds and seas (Canadian Railway and Marine World 1925:642). 
GLENLYON was one of the vessels delayed. The boat cleared feet William Thursday 
night only to  remain a t  anchor in the shelter of the Wetcome Islands ail of Friday, 
October 31 (Superior Evening Telegram Nov. 4, 1924) while a northeast ga le raged 
(Port Arthur News Chronicle Nov. 1, 1924). The captain was William Taylor, it was 
his first season as master of GLENLYON. The chief engineer was Edward Hurl (Great 
Lakes Redbook 1924:72). 

The weather lessened somewhat by Friday afternoon and Capt. Taylor resumed the 
voyage. The weather worsened, and the wind shifted t o  the north, then to t h e  
southwest, soon reaching a heavy gale (Port Arthur News Chronicle Nov. 1, 1924). 
Shortly after clearjng Passage Island, the course was altered t o  run down the south 
shore of Isle Royale t o  Siskiwit Bay to  seek shelter from the storm (Canadian 
Railway and Marine World 19243342). The storm of Friday night and Saturday would 
be labeled by mariners as one of t h e  worst encountered in years. "Whitefish Light, 
which stands up some 60 feet out of the water, was deluged by the  breaking waves, 
running mountains h igh"  (Port Arthur News Chronicle Nov. 3, 1924). John Collins, 
wireless operator off G.J. GRAMMER, a vessel crossing Lake Superior Friday and 
Saturday, made the fol lowing comments: 

Rough, 1 should say i t  was rough. The waves in Lake Superior on 
Friday last were mountains high. We had to ballast t h e  boat with 
water t o  keep her on some sort of even keel. After a short lull Friday 
afternoon the wind at midnight reached the hurricane velocity of 
nearly 60 miles per hour. It came f rom the southeast t o  southwest. 
Our boat was tossing about like a cockle shell. Many of the crew had 
never been through such an experience before. I never want  to  go 
through it again (Port Arthur News Chronicle Nov. 4, 1924). 

At about 1:OO a .m.  on November 1, (Houghton Mining Gazette Nov. 2, 1924) 
GLENLYON reached the entrance of  Siskiwit 3ay. While entering, the vessel ran hard 
aground on a submerged reef off Menagerie Island. 

The first reports of  the disaster were received by wireless in time to be carried in 
the November 1, 1924, edition of  the Port Arthur News Chronicle. The account of 
the wreck that follows is taken from that source, except where otherwise noted. 
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Sisltiwil Bay was  a kiiown saticiuarv froin gales for ships in the area, and  the 
entrance channel wiis riot coirsidercd claiigerous. 'H ie crew expected riotliing out of 
the ordiirary. "The o f f  m a t c h  were asleep in their bcr i l i s  wtisri the grinding, 
crurnblirrg, gratirig of strip's kcel a w a k e r i ~ d  thern" (page: 'I). Roger Paic~e, 
C;LEI\LYC)lV's wi re less operator, was or1 watch ;]-Ihis key a n d  irnrnetiiately serit a 

..
distress rnessago givirig the ship 's posi-tiori. I he rriessage was received aboard 
rutin irig niates  G L . E  NSAINNOX ;I rid I;1.E NL.1 NtNII:, who rust i  cd 'to t hc i r s i r ic ken rria'te's 
aid (reporled as GI_EIVSAININOX arid GLENFINNIL.: iri -~~ ~ -~~ Press Nov. 2, 4924).Delroit  Free 
The vessels storid rill in the Ice c1.f Isle l ioyale throughout 'the early hours 0-C 'the 
mu rri i i ig. 
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wind attained a velocity of between 50 and 60 miles an hour" (Daitv Mining Gazette 
Nov. 4, 1924). Eight-foot waves were washing over the breakwater when t h e  Coast 
Guard vessel entered the Lake (Daily Mining Gazette Nov. 4, 1924). 

The Eagle Harbor crew aboard the cutter COOK left Sault Ste. Marie about 10:45 
a.m. The Lakes Division Office of the Coast Guard had received the message of the 
stranding from Lt. Commander R.B. Hammes of  the Navy, who had transmitted the 
message by the steamer JAMES E.  FERRIS, which had intercepted t h e  original 
distress signal (Detroit Free Press Nov. 2, 1924). At 11:45 a.m. the gaskets on the 
manifold of COOK'S engine had t o  be replaced. Repairs were completed by 4;OO 
p.m. The cutter locked through and proceeded up the St. Mary's River in a fresh 
west-southwesterly breeze that was shifting t o  the north. At 6:15 p.m. the flywheel 
on the main engine became loose due to  a defective key. By this t ime the wind had 
hauled to  the northwest a t  gale force and there was a heavy sea running. The 
captain turned his vessel back and anchored to  make repairs. 

In the incident report that was filed Capt. Glaza  stared that it would add greatly if 
their vessel was equipped with a wireless (this information taken f rom U.S. Coast 
Guard report from Commander of Cook t o  Commander, Lakes Division, November 3, 
1924). Apparently, COOK did reach Isle Royale late on the evening of November 2 
(Daily Mining Gazette Nov. 4, 1924). 

At 10:30 a.m. Saturday the s team t ug  JAMES WHALEN and barges EMPIRE a n d  
GREEN RIVER were dispatched t o  the site. By noon they h a d  not  reached the 
Welcome Islands because of the heavy weather that impeded the progress of the 
tug  and i ts two  tows. The Great Lakes Transportation Company indicated that it 
would atso send the barge STRATHBUOY to the wreck as soon as tug STRATHMORE 
returned. The plan was t o  pump out and refloat GLENLYON after she had been 
lightered of its cargo. The grain was to  be removed by EMPIRE, which was 
equipped with t w o  clams, and then loaded onto GREEN RIVER. 

STRATHMORE reached the wreck s i te  about 1100 Saturday afternoon. By 2 : O O  p.m. 
Agent Bell was able  t o  report that he had received radio communication f rom Capt. 
Brown of GLENNLINNIE. Brown w a s  able t o  pull alongside GLENLYON, remove the 
crew and transfer them t o  GLENNSANNOX. It was also reported that t he  weather 
had subsided and GLENLYON was in no immediate danger of breaking up. 

At midnight the Canal Coast Guard crew arrived a t  Siskiwit Bay. A light was spotted 
on shore and the crew investigated. They f o u n d  Mclaughl in and Roy, the t w o  men 
who had disappeared in a lifeboat. They had been washed ashore f u r t h e r  up in 
Siskiwit Bay (Daily Mining Gazette Nov. 4, 1924). An earlier account said the men 
were picked up on the open Lake (Port Arthur News Chronicle Nov. 3, 1924). It is  
assumed the November 4 report is the accurate account. The t w o  men were 
transferred t o  GLENNSANNOX with the rest of the shipwrecked crew. 
GLENNSSANOX soon left the site and headed east (Port Arthur News Chronicle Nov. 
3, 1924). 

Salvage 

The first reports received from the wreck were encouraging. The Port Arthur News 
Chronicle of November 1 reported " t h a t  a n y  immediate danger of the ship breaking 
up had passed." Later the same newspaper (Nov. 3, 1924) was able to  report that 
"unless a disastrous southeast gale sets  in the GLENLYON is in n o  immediate 
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danger. Aldiough storryi signals a r e  now u p  [or a westerly blow, such a gale w i l l  
have l i t l l e  e i i e c t  or! Lhe wrecked srcarrier ciwirig lu her prulecled position " 

I-ighteririg operations wcte cinderway by .[lie barges G R E E N  IRIVER a n d  EIVIPIRE. They 
were i n t e r r u p t e d  fo r  a t i rne b y  an easi  wind. T h e y  had only rnarraged t o  l ighter  
10,000 bushels before hav ing to  cease operations because of weather  (Canadian-I_ . 

-~~ ~~~~Railway ar id Mar ine World UGC. 'I924:G42). Agent Cell told the press of the 
company's  plans l o  br ing CIKIUILYON lo Port Ari lrur for drydocking to rnalte repairs if 

~ .the l ighteri trg e f f o r k  were successful (Part Arthur News ~ Utirciriicle.- IVov. 3,  '1924). 

A reporl on .the vessel 's  coricli'Lion on the 3rd was radioed by C a p t .  'I-aylor: "On Ihe 
starboard side her  decks  have been pi ist ied Lip some 20 inches. Actiial dai-riage t o  
her  hull has rroi becr i  delerrniried" (Ihid.). Tt ie Novemher 4 edition of t h e  same 
r iewspapcr  said Itie s t e a m  tug l3Ul~'l-~$lEl.l3had h e w  visitirig t h e  wreck site and 
was expec led  bock a t  Po r t  Artlicrr that afternoon. 

Ry I\overnber 4 reports beirrg received from . the  wreck werc sounding rrrore seriotis. 
"'l'he GLEIULYON", a repuul said, "was in bad condi t ion.  Its IILIII i s  broken arrd i t s  
engine roo i r i  i s  Pakitiy water .  IL is bel ieved tho ship wi l l  he a t o t a l  wreck'' (Daily 
__ ~ ~~ ~~IVlining Gaze-Ltr:. Nov. 4,'1924). 

Lighterir ig opera Lions w c r c  r e s u m e d  whcnever  wea.ther a l lowed,  but -the ent i re  fleet 
of the  Dvrriiriioir Tow ing  a n d  Salvage returiiecl L O  Port Ar lhur  November '13. Heavy 
southeasl gales had plagued t h e  opera-tiori aild -they were  only  able lo  ligh.ter 75,000 
bushels ol' Chc cargo. The w h e a t  was trans.ferrcd to -the Richardson's Elevator. The 
salvors repor ted  Ihai: GLENLYOIU had trroItciI in twti a r i d  sett led ori .tho shoal. It was 
thought itwi he insuri incc cotripany w o ~ l d(:all f o r  ieriders for .the wrecking of tire 

___I-..._
stearner sitice a l l  c i i o r l s  'to rer j love -the Imai- had been ciiIsuccessIu1 (Por l  Ar.thur~ 

News Cliroiiiclc Nov. '13, '1924).~~~ 

The Great Lakes I r a i i spo r la l i on  Corr ipa .ny  (;ailed in  the  wttll---known Reid Wreckiriy 
--.,-.~I
Conipaiiy Lo ascer la i r i  whe.tlicr i~ was possiblt! to raise -the wreck (Canadiaii Railway 

and  ........_ _ _Mar ine ~~ World Det:. IY24). Captairi Heitl v is i ted t ho  site to  assess the possibi l i ty 
of saviticj CL.ENLYON. 

The reports on CLEIULYON c11a.t wore m a d e  p ~ i b l i clater in  IUovernber dispelled any 
rerrrainiricg trope l o r  re f loa l ing 'cht-! wreck.  

The Irt:ighler GLFNl-YON ... will probably be abandcinad as  B total loss 
b y  [lie \r i ideiwriters. This staterncnt was made jointly by John Srn i th ,  
Genc?ral \VIanager ( i f  the Port Ar lh i i r  Shipbuildiriy C'otmpany, arid 
Cupta j i i  'Thomas Reid, of  the Reid Wrecking Conipainy of Port t iuron, 
fol!owirig a tri l l  to l t i e  scene of .[tie wreck early - th is rnorriing. 
L1isa 9 re c: II Ie t i t  be 1:ween the t c nde r i i n  g w rer:king co mpa rI ies  a n d  the  
ur,dorwri.terii is given (as The rc:ar;ori) for abandonrrrerit. 

I1 i s  believed .tlie utiderwriiurs were  williricj t o  award a c o n l r a c t  
'to t l i e  Reid Wreckjfig Corvrpany, but the delay o f  two weeks tias 
al.eercrl t h e  p o s i t i o t i  of the vessel and the  company i s  riot ready t o  
uridcr.takc Ihc haz i l r t l ous  task a t  .this seasorr o f  the  year .  Mr .  Smi th ,  
who w i th  C~ipi-ainfleid, re turned from t h e  wreck ;IC 3:OU th is  afternooii, 
to ld ( l i e  News Chronicle t h a l  the GLENLYON appeared to  have settled 
corrsidci-ahly since last week. l 'he vessel has also twisted arid t h e  
:;Larichion:; are forcirry the deck plates. The crack, however, h a d  r i c i l  
w idened a n y  further, aktiuurjh the ai.t sectiori  has  been workirry. The 
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GLENLYON i s  in a more diffictrlt position for re-floating than at any 
t ime since she went on the shoals. 

The question of refloating appears to  be now up to  a decision 
f rom the wrecking company  and indications la te this afternoon were 
t o  the effect that  the Company was no t  over anxious t o  tackle the job 
(Port Arthur News ChronicleINov. 20, 1924). 

The Reid Company did no t  tackle the salvage job. On November 21 the  
announcement was made that t h e  wrecking companies had abandoned GLENLYON 
as  impossible t o  refloat. The vessel had settled another 18 inches and swung to 
port. The tank tops were also gone (Port Arthur News Chronicle Nov. 21, 1924). 
The Port Arthur Shipbuilding Co. was disappointed by the news. It was expected 
that repair of GLENLYON would provide work for a large force of men. 

The wreck remained on the shoal through the  winter. In rnid-December wreckage 
was reported washing up on the northwest coas t  of the Keweenaw Peninsula and 
the Eagle Harbor Coast Guard responded. A thorough investigation was carried out 
but no wreck was located. Captain Glaza said he believed the wreckage came from 
GLENLYON. He went on to  suggest that the vessel had been broken up in a 
northeast storm the week before and wreckage had been driven ashore by a 
nor'wester (Marquette Daily Mining Journal Dec. 16, 1924). 

An April 30, 1924 repor t  said GLENLYON had completely disappeared over the winter 
(Canadian Railway and Marine World June 1925). 
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Fig. 4.1 I .  Later view of package .freighter GLEI\II..YOI\I. I U u k  freight elevators and 
yangwav hatch craries. U.S. Army Corps 0-f Engineers Canal  Park IVtarinc IVlUSellm 

Collection. 

Fig. 4.12. Stern of GLEIVLYOIY. Uoih views are o i  the  cori f iguration of the ship when 
lost. U.S. Rrrriy Corps o l  Engineers Canal  Park IVlaririe W I L ~ S ~ L I ~ TCollection. 
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AMERICA: HISTORY 

The passenger/package freight vessel AMERICA was more closely t ied t o  the people 

of Isle Royate than any of the other ships that remain in its waters. AMERICA was 

t ied also to those who lived along the lake Superior north shore between 

Duluth-Superior and Thunder Bay. Few Lakes vessels are recalled wi th more 

genuine affection than the popular AMERICA. The popularity of this vessel was 

renewed with the advent of  scuba diving; AMERICA is by far the most  dived 

shipwreck at Isle Royale National Park. 


Construct ion 

AMERICA was Hull Number 127 for  Detroit Dry Dock Company (Edward N. Middleton 

notes, Canal Park Marine Museum Collection, Duluth). Events surrounding the launch 

of the AMERICA'S hull on Saturday, April 2, 1898, were carried by the Detroit Free 

(May 22, 1898):Press 
Yesterday afternoon at 3:26 o'clock the steel passenger steamer 
AMERICA was launched at the Wyandotte yards of the Detroit Dry 
Dock Co. At  exactly 3:17There were about 400 people present .... 
the f irst click of the hammers was heard and in just nine minutes the 
axmen had cut the ropes that held the big beams in place and the 
boat slid gracefully off  the ways .... She was christened "AMERICA" by 
Mrs. E. C. Dunbar, wife of one of the owners. 

The new boat, which was intended for the Lake Michigan 
service between Michigan City and Chicago, was built on the same 
general lines as  the CITY OF ERIE, though much smaller (Detroit Free 
Press April 3, 1898). 

Less than a month later, after the new ship was completed at the Detroit Drydock 
(about June 10) and began the daily run between Chicago a n d  Michigan City (Detroit 
Free Press May 22, 1898), Chicago marine men were expressing their satisfaction 
wi th AMERICA and remarking on i ts speed of 15-17 miles an hour. 

AMERICA'S f irst document of enrollment was a temporary one issued on June 13, 
1898 in  Detroit. This document l isted E. C. Dunbar of Michigan City as 3/4 owner 
and M. 6. McMillan of Detroit as 1/4 owner. The master of record is Capt. M. F. 
Morgan. A master must be assigned a t  the time of ship enrollment. In many cases 
this master, as shown on the documents, is not actually the captain of the vessel, 
but rather a representative o f  t h e  company or individual who owns the vessel. In 
this instance, Capt. M. F. Morgan was also the captain. The document shows 
AMERICA was built by Detroit Dry Dock Company in 1898 a t  Wyandotte, Michigan. 
United States registry number 107367 w a s  given to AMERICA, which was classed as 
a steel hull  screw steamer. This document states the steamer had on@ deck, no 
masts, plain head, and round stern, wi th registered dimensions of 164.6 feet in  
length, 31.0 fee t  in breadth, and 11.0 feet in depth. The gross tonnage was 
calculated to  be 486.37 tons, consisting of 309.79 tans capacity under the tonnage 
deck and 176.58 tons capacity of enclosures an the upper deck. AMERICA'S net 
tonnage was 283.40 tons, allowing for deductions of 28.90 tons for crew quarters, 
28.90 tons for master's cabin, 18.43 tons for anchor gear, and 155.64 tons for 
propelling power (Temporary Certificate of Enrollment, No. 69, Part of Detroit, issued 
June 13, 1898; Detroit Free Press (May 22, 1898). 

The 1899 edition of Great Lakes Register (p. 7), issued in conjunction wi th  Bureau 
-___Veritas, gives similar information to  t h a t  shown on AMERICA's first t w o  documents,  
with some additions and differences noted: Michigan Ci ty ,  Michigan was shown as 
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AIVIERlCA's home porl. 'The corixtruction materials were giveri as "Oak and Steel", 
meaning srccl hull arid oak superstructure. In th is register AIVIER1CA's dirncrisioris 
dif.fered from the  official docurnen.ts with a length of l54.0 feet rather than 164.6 
foe-L, a bre;idLh of 27.0 feet rather than 31.0 .feet, and depth of 13.0 feet: rattier lharr 
1'1.0 feei. It is not  clear why this discrepancy occurs other than, perhaps, 
differences in the rules o-f rneascirerrient used by Bureau Veritas a n d  t h e  US.  
Government. AIUIERICA was also shown as  having .Lhree decks iri ~ ~ _ _ _ _ _ ~ _ _Great Lakes 
Register rattier than urie as shown or1 the documents. 

AtVIERICA's crigine and boilers were IIsled as built iri 1898 by Dry Dock Erigirre Works 
o f  l3etroi.t. It is a tripIe--expansiori eriginc with cvlirider diame-ters of 15, 24, artd 38 
inches arid a srroke of 24 inches. The engine produced 700 indicated horsepower a t  
'160 RPIVI. Stearn -tor .the engine carne -from two Scotch boilers, 10.0 feet in diarneter 
arrd 'I0 lee[ 2 inches long. The tioilers had four furnaces wi th  grale surface of 48 
square feel, arid heating surface of 2,242 square .feet; working pressure was '125 psi. 

The hull o f  AIVIERICA was lerig.thened in '191 1 a t  the shipyard in West Superior, 
Wiscorisin. When work was coniplcte, AIVlEIiICA was 18 f e e t  longer with 12 added 
staterooms l o r  50 additiorial passcngers. The freight capacity was also increased by 
about  ' I t "  Ions. The bearri of 31 fee-t a n d  depth of ' I 1  feet rernained unchanged. 
However, .the now length was 'I 82.6 .feet arid registered tonnages increased to  937 
gross  and 593 net tons (Dot:. of Eriroll lr ierit Sepl. 9, l 9 l ' I ) .  Tt ie speed reinairled 
urr c 11 ti 11 g c!d, t-1 ut ha n d I ir i  y a n d a r) p e a r a  r i  [: e we re  repor'ted i111p roved w iPh the a ddition 
of ihc! l8..fooC set:Lion , 

M a s t e r  of AtVlEHlCA was IIsted a s  E. C. Smith with Louis P. Hogstad of Dulu.th as the  
owner's rcpresekita.tive. The approxiniatc nurnber o f  crewrrieii required was listed fo r  
t h e  -firs[ . t ime as 2.0 persoris (Perrnaneri.t Certificate u f  Enrollmetrt, 110.79, Port of 
Uululh, issued June 9, 19'1' l)~By the tirile 0 . f  i t s  sinking, AIVIEHIE:A would be required 
to carry 3U crew rnembers. 

Both the tiull (HIR) arid boiler inspection reporl (BtK) books .fur the AIVlERlCA's 'I921 
and '1928 inspec.tioris are iri the collections of the US. A m y  Corps of Engineers' 
Canal Park Marine Nluseurn in Oul i i th .  These inspeclioii re!ports add rnuch to  what is 
known of  cle,lails O C  machinery, equipment, as well as the Lakes passerirjcr/package 
practices during the period. A corriparison beiwceri the 'two inspections gives a n  
irrdicalion ol: .the revisions made to the vessel in the last years of operatiorr. 

In 1921 AMERICA was classed by the American Bureau of Shipping a n d  it was rioted 
- t h a i  t h e  hull had been rehuilt in 1911 (192'1 HlR:2-3). Ttie nurnber of staleroori is 
was  listed as 51 wilh 43 "avai lable lor  passenyers only." Of -the total, there were 40 
double a n d  46 wi th single berltis. The riurnbcr of first-cabin passengers allowed 
was set x t  94 perso i is  under .the "1UO percent clause" and 228 persons under the 
"50 percent clause." The square .footage of deck space fo r  passengers was 2,666 
square feet  o n  the Saloon Deck, '1,420 o r 1  t l i e  boar arid Texas deck, and 418 on the  

..

1 exas alone (lhid:8-9).
-... . 

T l ic  nurnhcr of persons alliiwcd i t 1  iho steward's arid other departrrierits not 
connected wi-tti navigatiori was set a t  '12 (192'1 HIR: ' I2-I3) .  This was reduced in 
'I920 'to 11 with 5 required a t  all tirries ('I928 HlR:~l2-' l3}. In ti handwritieri note 
regarding opera.tiori of AIVlEHtCA under Class (A) rules, ir was added: "Wherr 
navigaied more than 3 miles off share during the interval between IVIay 15th arid 
Septembcr 15th 322 passengers are allowed a total of 35% persons including crew" 
(1921:12-13). These -figures were reduced without comrrien'r iln t ho  '1928 season to 



277 and 307, respectively {1928:12-13). The report gave the ship's hatches as "2 
cargo hatches between decks" (HIR 1921:14-15). 

The 1928 hull inspection, conducted while AMERICA was berthed a t  the Booth dock 
in Duluth, Minnesota shows she was previously inspected on April 21, 1927. For the 
t928 season, the last brief operational year, accommodations were for 42 
staterooms providing 37 double berths, and 5'1 single berths for a total of 88. The 
number of first-cabin passengers allowed was set a t  94 under the "100 percent 
clause", but increased to  277 persons under the "50 percent clause." When 
AMERICA was not laden with freight, the main deck had 2,657 square feet of space 
for passengers, the cabin deck had 3,739, and the boat deck 1,174 for a total of 
7,570 square feet (1928 HIR:8-9). 

Minimum crew requirements were specified as  1 licensed master and pilot, 1 
licensed first-class pilot, 5 able seamen, 3 seamen, 21 certificated lifeboat men, 1 
licensed chief engineer, 1 licensed first assistant engineer, 3 oilers, 3 firemen, and 4 
watchmen. An added note stated, "Of the watchmen specified, 2 are main or deck 
watchmen included in The deck department and 2 are cabin watchmen or deck patrol 
and included in the stewards department" ( lb id : lO- l I ) .  In all, the number of officers 
and crew allowed was 30 a n d  the total number of passengers allowed was 94. 
Thus, the total number of persons allowed to be carried under Class (A) rules 
equalled 124. An additional handwritten note referring to  Class (A) stated, "When 
running more than 3 miles off shore during the interval between May 15 and Sept. 
15, both dates inclusive, 277 passengers are allowed making a total of 307 persons 
including crew" (1928 31R:13). One additional note was pencilled adjacent to  the 
latter saying simply "14 less than last year", but without further explanation. 

The inspectors described AMERICA'S hull as having three decks; main deck, cabin 
deck, and boat deck. It had 2 cargo hatches and 3 fuel hatches on the main deck 
with wood covers for the cargo and metal for fuel. All hatch caarnings and covers 
were said to  be in "good" condition, The steel hull was l/4-inch thick with 4 
water-tight cross bulkheads. The type of construction was described as "on angles 
and channel stiffeners, plate lapped & riveted to frames and deck beams." There 
were 5 "sluice gates" located a t  bulkheads in the hull for movement of bilge water 
(1928 HIR:14-15). Listed as in "good" condition were the bulkheads, floor plates and 
frames in the forward and after holds as well a s  under the engines, along with the 
hull and frames in the bunkers, hull abaft transom, and "all other accessible parts of 
hull." It was further noted that the main decking had been repaired since the vessel 
was last inspected. Additionally, the vessel had permanent stairways from the main 
to  upper decks 130th forward and aft, and suitable ladders were to  be found on each 
side of the ship for escape to  lifeboats with a t  least two avenues of escape 
provided passengers from the ship's interior (1928 HIR:16-17). 

Pilothouse equipment was also inspected, and it was recorded that AMERICA had 
hand or manual steering gear with wire tiller ropes and no steering engine. All 
were tested and found in good working condition. The auxiliary or emergency 
Steerjng gear was also found in good order and efficient for the task using tackle on 
the tiller aft. Pilothouse communication with the engine room was through "wire 
whistle pulls'' and "electric signat speaking tube", presumably meaning an intercom 
system. AMERICA had 1 compass, which was located in the p i l ~ t k o ~ ~ e ,in good 
condition. No record of when it was last swung was located. 

The "electric signal" between pilothouse and engine room was not noted in t h e  1921 
inspection as it was in 1928, probably reflecting a modification during the 
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inlerveniny years. T h e  192 I survey l isted "bell pulls" as  a rrieans o i  cornrriuriicating 
w i l h  the engine rootii, which was riot l is ted in 1928 This e y u i p r n e i i l  rnay have beeri 
removed or simply omitted in the 1928 inspection. 

Regarding ground tackle, Iiispct:'lor Sullivan rio'ted AIVIERICA had 2 anchors of 2;l UO 
and  '1,900 pourrds, each f i t ted willr 60 f;rihoms of 1--15/16-~.Inchchain. The anchcir 
witidlass was s t e a m  powered arid provided w i i h  a devil's claw to  hold the anchor 
chain ('I928 till3 .lS-19). 

Airiong t he  rnist:cllaricuus ayuiprrierit carried atmard AMERICA aiid rroted tly Sullivari 
in h i s  ii ispection were a hand lead arid lirie tor deterrrriniriy depths, a message case, 
arid t w o  'IIl--gaIIori tanks of storrri oil with proper distributiori cquiprnetil- carried in 
the windlass rooin ( ' I  928 HIR:42-43). 

Lifesavitig appara'ius was incliided in i t i e  ii ispactioii reporls. The dt-!st:uip.lion wi ih in 
the  '1928 HIR is of [lie same eqiiiprncnl: .[ha[ was deployed  during the wreck everiis. 
AMERICA carried 5 rrrelallic iion-rnotor li.feboals, all buih i t i  'I 898, witt i  a cornhirvxl 
capaci ty  of 93 pcrsoris or 936 cu. feel.  l 'hcrc were also 6 l ife r a l k  carried atioard 
AMFRICA. All were 0-l' wood .frarric with mcial  cylinders. Toiat capacity of t h e  ti 
r a f t s  WBS 83 pet-SonS ( I  928 kllR:36--39). 

AIVIEf3ICA carried cork life preservers: 307 .for adults, 39 For children, ar id 'I2 tor 
l i feboats .  Sixteen were corideriilied during inspection in Apri l  'I 928, perllaps 
explaining why '[he n u m b e r  ol  passengers allowed was reduced b y  I 4  as rio-tcd 
above. The ship also carried 2 ordiiiary ring life buoys arid 2 "Iurnirious r ing life 
bLIoyS" ( 1  928 HtR:40-4I). 

Appareritty, Inspectors ubservetl lifeboi1.i dr i l ls  as this note, wtiicti was appended Po 
the 'I 92'1 itispecrion, indicales: 

l'esled ou9 life boats lo;~tlcd 'tu full capaciry and lowered to water arid 
then lif'ted clear; boats  in good condition. Ordered rail t:orrstrut:led 
where No. li life boat was iorrrierly carried. 

_ .
I he boiler inspcclions give specific de-tail on the machinery. Al l  erigiria data were 
the same i i i  1921 as  lisied i r i  'IY2H; however, ,the cover of ~ I I B  '192'1 iiispecl-ion book 
rioted AIVIE13ICA's lroilers h a d  beeri "rehuill" in '19'14 while taler i i  s ta ted clearly 
"Repairecl '1914'' ('I921 UIR cover; 10-.1'I). All boiler data were ,the s a m e  i r i  other 
respects. The hoiler was tiydros.taPicallV i e s l e d  to  249 psi witli allowable operarirrg 
pressure sel: a t  '166 psi ('192'1 BIR:'I%.-13). New fusihle plugs, wi th a hcai nurnber of 
20, were iristallad in -the boilers or1 April ~l9;lLI2l b y  Marine Iron aiid Ship Buildirig 
Works. A docible--actirig harkd fire p u i r i p  was located on [he forward por-l: side arid 
another or1 the afLer main deck.  13oth were Pesied arrd i r i  good mridi t ior i  ( I921  
BltR:30-31). There was no riotation madc as 10 the riuiiiher arid kiritl of fire 
extinguishers carried in llre boiler spaces, if any  ( ' I  921 51R:34-35). 

T h e  boiler irispeclor riored ir i  his record Iimok that the engineering departinon-t 
required '4 l i censed chief enyirieer, 'I licensed first assistarit eticjitieer, 3 oilers, and 3 
l i remen. Thus a total of ti persons were required to  properly s.taft  th is  deparlrriwil: 
( I  928 DlH:Z-G). 

The boiler report recorded AlVlt-RlCA was powered by a triple- expsnsiori coriderising 
s t e a m  engirio o.f an estimated 450 horsepower wi-tlh cvlinder diarnelei-s ol Is, 24, arid 
30 inches a n d  stroke of 2 feet  (19213 UIR:8-9). 
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The boiler inspection showed 2 Scotch boilers built in ?898 a t  Detroit, Michigan by 
Detroit Dry Dock & Engineering Works. The boilers were each 10-11'6 feet long 
and 120 inches in diameter. There were made of rolled sheet steel of 0.875 inches 
thickness and having a tensile strength of 60,000 psi. The boiler sheets were made 
by Lukens Iron & Steel Works Co. of  Pittsburgh, Pennsylvania. Boiler draft was 
noted as forced rather than natural. Boiler plate was last drilled for  inspection on 
April 22, 1922 and found t o  be 0.875 inches thick (1928 BIR:12-13). The boilers were 
of lap joint construction and triple riveted. Rivet holes were drilled, not  punched, t o  
diameter of 1-7/16 inch. Rivet pitch on lap joints was 4-112 x 3-1/2 inches. The 
boilers were given hydrostatic testing to  249 psi wi th allowable steam pressure of 
166 psi. Each boiler had 4 circular furnaces in 3 sections. Furnace grates were 
7/16-inch thick measuring 48 x 36 inches and totalling 4,800 s q u a r e  inches. 
Adamson flues were used. They were 7 feet 9 inches in length and 36 inches in 
diameter with a thickness of 7/16 inches. Each boiler had 188 tubes, each 7 feet 3 
inches in length wi th a 2-1/2-inch diameter and thickness of 0.109 inches. There 
were both steam and water connections between the two  boilers. One main and 
one cross steam pipe were installed and last inspected for thickness on April 
23,1926 (1928 BIR:13-19). 

Two spring-loaded safety valves were installed on the boilers and tested by the 
inspector. The valves were manufactured by Scott Valve Manufacturing Company of 
Detroit, Michigan. There were set to blow off at 166 psi. The valves were located 
a t  a distance of 3 feet f rom the boilers. A set of steam gauges were located in the 
engine and boiler rooms; 2 in the engine room and 2 in the boiler room. All steam 
gauges were in "OK" condition and compared favorably wi th test gauges. Fusible 
plugs of heat number 28 and manufactured by Marine Iron & Shipbuilding Co. of 
Duluth, Minnesota were installed during the inspection (1928 BIR:24-25). 

Also attached t o  the boiler was 1 bilge pump of 4-inch diameter and 8-inch stroke. 
Four other syphonous bilge pumps of 4 inches diameter and 6-inch stroke were also 
installed. One additional pump of the same size, but designated for fire, was also 
connected to the boilers. 

AMERICA had t w o  lamp lockers or oil rooms, both metal lined. One was located in 
the engine room beneath the dynamo and the other in the fore peak. Location of 
the sprinkler sys tem that was noted in the HIR was delineated in the BIR as  being 
on the main deck and the crew's dining room and in the kitchen or galley area. It 
was fed by a 3/4-inch water line (1928 B[R:30-31). The boiler inspection also 
showed AMERICA to  have t w o  electric l ighting systems and no refrigeration unit. 
Both the engine room and the fire or stokehold had two avenues of escape in case 
of emergency. 

Appended t o  the inspection report was a list of the number of square feet of deck 
area for passengers on the fol lowing decks: 

Deck No. 1 (Main Deck) 2,657 when not freight laden 

Deck No. 2 (Saloon Deck) 3,739 

Deck No. 3 (Boat Beck) 1,174 


Total: 7,570 
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Litt le historical docurneritation h a s  been loc;ated for the firs-[ two seasotis of 
Arrierica's operation, other t han  (he ship wiis periodically chartered .(or special 
cruises arid .to augment the vesscls of olher liries. One of t t ic carly char ters  was t o  
the lnterriaiional I laviqatiori  Co. o-i' New York l o  run between Buf.lalo ar id I l iayar i i

I 


~~~.Wlarcli 'I 2, '190'1; Hollarid City News March '1 5,~ ~Fal ls (Ben.ton Harbor Daily Palladiurri ~~~~~ ~ . 
~ 

1901). 

AIVltRICA'a iiiwolvernerit with Isle Fioyolc h o g a n  in March 'I 9U2 when the Uoolll 
SPeaimship Litre purchased the new ship. Bootti pur: AIVIEHICA or1 ".the Dulcrth f'orl 

;IVtaririu WorldArthur,and Isle Rayale route" (Canadian Railway arid~.........._._..._--...I - ..... March I9~12:lOY). 
~~~~~~ ~~ ~ .. ............ . 

Be-fore headirig up the  Lakes, the ship was a l lered a t  Grand I- iaver i  where - the  cabin 
~ ~~~ ~~~~ ~ ~~~capacity was "malcriafly iritrreascd" (Dululh Ncws ~~ 1-ribuiie IVIarah l11, 'I902). Thc new 

Boolti Lirio steatner, due to arrive in D u t u t h  April 15, was rated "oi ie of thc firiesl: 
and faste!s.t freight and passeriger hoats availaklc" (lbid.. . . ~ ,April 5, 1902). 

AWIEHICA was nol i i i  service long tiefore being serioiislv dainagcd i r r  a oollisiori wi-(ti 
the south pier a t  .the Dulutti Ship Canal. "t-lcr bow is benl: tlocihle and s tove  in from 
about 3 feet bclow ttie water l ine to t h e  r n a i r i  deck" arid the plates were tori-i 
atlowing the  forward cornpar.l:rner,i: .to flood. -\'heat:ciderit was a'utritruted to  "a good 
rate of speed" arid a crew unacyuairited wi-tli (he currenl i r i  .[tie canal. Wre s h i p  was 
drydocked for repairs (Uuluth, News Tribune lVlay 5, '1902).__ ~. 

1 t ie corripciirion r r ius t  h a w  been st i f f  in the cxcursiori trade between Dulcrtti arid 
Two Harbors. The w(t:iirsions were heavily atlvcriised arid races t)elwccn corripeting 
V e S S C l S  were not unknowri. I l i e  Cartatliar\ sirearner HURONlC lob\ a race dowll ttre 

- - tvcri ir iyI t lcralt lshore with AIVILtIICA (Dulir th  -~ IVIav 29,1903; June 21i, 1903). 

At t h e  end of .the 1903 seasoi i ,  the Isle Royalc liglilkeepors were returired .to 'the 
mainland aboard AMERICA, a s  they .frequentIV were iii -the years Lhat followed (Ibid.~ 

I'dov. 28, 1903). AMERICA oficn had the distirictiorr of bejiicj the first passenger out 
Evetiing Herald-and t t i e  l a s l  to erid the navigation seasorr (e.y. 13ululh. ....... . ... ~.April 20, '1914; 

Dutul-11 IVews Tribune April 24, -19'18)~~ ~ 

In July l904, t h e  s-Learner HOLIVIES' anchor destroyed 5 slaterooiris alorig the hoal 
deck of AIVIERICA (II~iIuttiNews Tribune July '19, '1904). 1 IOI.tVlES was riot equipped 
with anchor pockets.  The cabin repair was done by carpenters who worked wh i le  
AMERICA proceeded on its regular i r ips (Ibid.-~~~~July 22,1904). 

In IVoveinber, 'IS115 AMERICA wsis bound frorn Two l larbors .lo Dulu-tli duriiig urie 0.f 

the inosl severe storms cvcr 'Lo hit Lake Superior. The devastal ing storrn 0-f 
November 27-29, which becarne known a s  t h e  " I V l a k ~ f a  Storm", was responsible for 
30 casualties or1 .the Lake, the largest  .frorri a sinyle sLorni in Lake S~iperiorhistory. 
Casual t ies trorri "iis oi-ie storin at:cuuIii foi- 'I percent of al l  recorded casual,ties on 
Lake Superior (T.R. Holderr collection, Lake Superior shipwreck notes). The  crew of 
AMERICA saw WIAIAAFA, -tho shipwreck .for which the storrri  was named, cluriiig the 
s t o r r r i  (Dulu-th News Triburie July 23, '1944).

. I~I____ 

For rnost of AIVIERICA's career it served as a prirrie corninurrica.tiori arid 
t ra r Ispo r t ar io r i  Iir j  k b elw e en t k i  e 1L.aIce S upe r or r i  (I rit i  sti orc! s e lt 1e 171 e rr Ps a nd helw cc r i  
the rriainlarid arid Isle Hoyale. Passengers arid freight were corirrected .to the main 
econouiic outlet of the  port of DiiltJ.kh, and this trade wiis Ihe corrirriercial mair islay 
of AIVIERICA's operation. In the ca r ly  period of AIVIERICR'S operation t h e  n o r t h  shore 
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roads were poor (e.g. Duluth Evening Herald April 22, 1907). AMERICA was also a 
principal summer mail carrier alternating with a stage line that carried during the 
winter (Duluth Evening Herald April 30, 1913). Over the course of  the last t w o  
decades of AMERICA'S operation, land transportation along the north shore improved 
markedly, cutt ing sharply into the steamer's prime rote in communications and 
transportation. A road was completed around Lake Superior in 7921 (Duluth News 
Tribune May 1, 1921). During the later years AMERICA expanded operations in the 
excursion trade, although it never left the north shore-Isle Royale run. 

In the 1908 season AMERICA served as much more than a communication and 
transportation link for  The smaller ports. Early in September forest fires threatened 
many areas ,  "Grand Marais is in great danger of being burned and no avenue of 
escape -- forest fires raging within a mile of t own  and f a t e  of the place is in doubt" 
(Duluth Evening Herald Sept. 8, 1908). It was not only Grand Marais, but  a large 
port ion of the north shore with fires a t  Knife River and at Split Rock, at Chicago Bay 
(Hovaland) a n d  Grand [Portage just east of the Susie Islands. "Everywhere on the 
north shore the flames are slowly crawling through the forests, eating up miles of 
t imber lands and making life a terror for  the scattered settlers" (Ibid. September 10, 
1908). Fires were also seen on Isle Royale (Port Arthur Daily N e w z e p t .  12, 1908). 

The threatened settlers who had escaped the fires congregated on the shore line. 
Househotd goods and belongings were piled on the docks. There was l i t t le  hope of 
escape except by water. AMERICA picked up many of those escaping the flames. 
The governor of  Minnesota sent AMERICA to Beaver Bay to  rescue 300 villagers 
threatened with destruction by the flames (Duluth News Tribune Sept. 12, 1908). 
The steamer was the only source of news of the fate of the shore towns (Duluth 
Evening Herald Sept. 12, 1908). The forest fires were not extinguished until 
September 29 (Ibid.- Sept. 29, 1908). 

While AMERICA was rescuing villagers f rom the forest fires, its owner A. Booth and 
Co. failed and was placed in receivership (New York Times Sept. 11, 1908). The 
fishermen who depended on the company and their vessels for  their livelihood were 
alarmed (Duluth Evening Herald Sept. 12, 1908), b u t  the company managed t o  keep 
its vessels operating (tbid.- Sept. 21, 1908). 

In 1909 the old company was dissolved and a new enterprise named Booth Fisheries 
Company of Delaware was formed, that took over the operations (Duluth Evening 
Herald June 3, 1909). AMERICA had not been affected and was continuing on 
schedule. A month later Fourth of  July celebrations were celebrated at Isle Royale 
(lbid. July 10, 1908). The managing agent of AMERICA was changed in  7914 t o  the 
United States & Dominion Transportation Co., a company formed by the Booth 
Fisheries Co. (Duluth Evening Herald April 22, 1914). Ownership of the vessel was 
unchanged. 

"The steamer AMERICA ran aground a t  Burlington Paint on the north shore about 6 
o'clock this morning. She released herself after about an hour, arriving in port  
about 11 o'clock. Her forefoot was slightly damaged" (Duluth Evening Herald July 9, 
1909). ".., her bow post and several plates are badly broken and twisted. She will 
be in dry dock several days" (Duluth Mews Tribune Juiy 19, '1909). "It was found 
necessary to  put  in a new stem and replace about 40 feet of her keel. Twelve new 
plates are being put in which were bent or broken in The accident and seven frames 
(Ibid.-July 44, 1909). 

In 1910 AMERICA had wireless installed (Dulu'ch Evening Herald August 1, 1910). 
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The s ta r i  of AIVIERICA's ' IB I  'I season was delayed whi le  .tho hull lenglheni r ig  was 
~cornpletad (Uululh News Tribune May 9, ' l9l ' l ) .  Eighteen feet of length  arid 12 

cabins had been added. The steamer coirld carry 'I00 tons  more  f re ight  as a result 
of t h e  new alterations. It was anrrourioed that  the stearner wou ld  rnake three trips a 
week k i w e c r i  Uulutli and Port Arthur, arid I s le  Hoyate. 

One o f  t h e  popular Isle Royale resorts thxt AIWEHICA frcquerited was  Schofield's 
Lodge on Belle Isle. It was a popular excursioti, arid the  resor t  catered t o  vacation 
clieril-elc (Uululh Evetitrig I-ierald June 17, 'I 9'12). 

The sirikirig of 'I'l'T'ANtC, the largest vessel af loa t ,  in the Atlari.lic ii i Apr i l  led  'to -tire 
docunien.taliori of ANICiHlCA's passenger, c rew arid l i fesaving capacit ies tha t  rn igh l  
nut have otherwise been recorded. ~Il' l 'AIUlC,w i th  over 2,000 passengers aboard 
carried only lifeboat capacity for 'I;l78, and a s  a consequence an estirria.led 1500 
people losl:  the i r  lives. The disasler promy-i-ed newspaper invest igat ion i n to  Great 
Lakes practice, of which AIVIEI4CA was used as a n  example: 

"Passenger boats on the  Great Lakes do n u t  preiend P O  carry  boats  
and rafts to ac(:ommorlaL.e a11 the passengers on board in  case of an 
accident," said a rriaririe man .this morn ing.  Af ter  . t he  invest igat ion 
riow go ing  on  as the result of l t i e  TITANIC disaster, l t i ey  wi l l  probably 
be forced to either cut down the riurnber of passengers o r  increase 
[ l ie nutuber of boa.k a r i d  rkifts. 

Bul f ew  passeiigcr boats are inspected a t  the port of Dulirth. 
Only t h e  boats ol t h e  Uoolh line, excursion stearrrcrs, and fer ry  boats 
are inspecied a1 th is  end of t h e  Lakes. 

The stcarrier AIVIEIHICA, for air iirslarrce, i s  allowed to carry  450 
passerigers, but has roo in  for but 'IOH people in  the l i fe boats  arid on 
the ra l is .  She cornplies w i th  tho law i n  every respcci. 

'The law states tha t  she be rcqui rod to  have 1,080 [:it. f e e l  of 
carry capacity. This she is doing, bu-t- ... .this gives cooryi t o  bu'r about 
1O R  people. 

Tt ic AlVlERlCA carries a crew of 25. She is a l lowed 450 
passerigers. There are l i fe preservers to the riurnber of 478 on ' the 
boat, orie for e a c h  one aboard a n d  -three over .  She tias f ive l i fe boats  
a r id  t w o  rafts, making up  tho amouiil or cubic carrying space rcqu i red  
by  law. 

The law regarding .tho carrying of l i fe boats arid raf-ts, is 
clair-ned to be lax. All the boats l ive up  to  the law, but ... the law is 
n o t  str ingel l{  enough in  insist ing L l i a l  su i f io ic i i i  boats and raf ts  bc 

Evening kleratd~~~~~carr ied (DiiIuth ~ ~ _ _ _ _ _ ~April 20, '19'12 ) .  

AIVIERICA was severely dartraged when it ran aground a mile nor theast  of T w o  
Harbors, Minnesota in early tVlay 19'14. It was  pos i t ioned about 100 feet  from 
GENERAL O.IV1. W E .  Five years earlier -the two ships had beer) agrour id  togc-thar in  
virtual lv tho s a m e  spot  (IItrluth NCWS Trihune IVlay G ,  '19'14). AlVlFRlCA was 

.. . ... . .. . ....... 

posjtiorrsrl hroadside to the  wilves and was punctured below .the boi lers  (Ibid. May I ,  
l9'14). The stratided vesset was l igh iered and freed on the night -;f~ May 7. 
Necessary repairs were  descri twd as  "nine p la ies  will be removed a n d  st ra ig l i lened 
... arid about f ive ieet  of her keel will be  relaid. The hull was qir i lc badly darnaged 
beneath her engines" (Ibid. IVlav 12, 19-14),__ 

The reinspection of AIV1EHICA in  1921 hy the Steamboat Inspection Service resulted 
in  the  issuancc of a "Certif icate Amending Cert i f icate of Inspect ion R V  Changiirg 
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Character of Vessel, Route, Equipment, Etc.“ The vessel would now operate under 
Class B rules that limited it t o  navigation of not more than 3 miles off shore. It was 
allowed to carry 146 passengers or a total of 176 including crew (Certificate dated 
September 19, 1921 issued a t  Duluth, copy in Canat Park Marine Museum Collection). 

In 1925, the steamer BRUCE took over AMERICA’S operation on the south shore. 
AMERICA would make three trips weekly t o  Isle Royale a n d  Port Arthur (Duluth News 
Tribune April 25, 1925). Later that year, AMERICA ran aground at  Scott‘s Point, near 
Grand Marais and damaged the rudder shoe and stern bearing (Duluth News Tribune 
May 30, 31, 1925). 

A collision between AMERICA and HURONIC occurred in 1926. The vessels were 
maneuvering in dense fog near the entrance t o  the Kamjnistiquia River. Captain 
Smith was a t  the wheel of AMERICA when he saw HURONIC loom up out of the 
fog. He quickly turned the wheel and his ship received a glancing blow and slight 
damage rather than the full brunt of the impact of the other larger steamer (Port__ 

Arthur News Chronicle Sept. 13, 1926; Duluth News Tribune Sept. 14, 7926). 

In mid-summer of  7927 AMERICA was involved in a bizarre series of events at 
Thunder Bay Harbor. On Thursday, July 21,1927, AMERICA was headed toward the 
Booth d o c k  i n  Port Arthur when a mix-up in the engine room caused it to  ram the 
tug  VIOLET G berthed at the Booth dock, shearing off 15 feet of the tug’s stern and 
tearing away some 20 feet of  t h e  dock. There were three crewmen aboard the 
VIOLET G a t  the time; they escaped uninjured. Moments later, AMERICA was 
aground on the rocks at: the head of the dock, requiring assistance to  be released. 
Then it collided with, and nearly capsized, the tug CON LYNCH that had just freed 
it. During all this, a lighthouse keeper‘s gas launch was also slightly damaged. 
AMERtCA was reported to  be carrying ”passengers and a cargo of fruit  and package 
freight” at the time (Detroit Free Press July 23, 1927). 

During the last winter of its operation, AMERICA steamed t o  Port Arthur during a 
severe December storm: 

The steamer AMERICA arrived in port this afternoon from Duluth. She 
was completely ice-coated. Aboard was a cargo of salt for  the 
Booth Fisheries Canadian company. The vessel is taking back 
salted herring” (Port Arthur News Chronicle Dec. 3, 1927). 

This would have put AMERICA on its return voyage to  Duluth in the same storm that 
halted KAMLOOPS, QUEDOC, WINNIPEG, and other vessels on their upbound journeys 
from the Sault toward the Canadian Lakehead. 

Wreck Event 

AMERICA’S 1928 season began as many before it. There were no  signs a t  a l l  that 
this would be AMERICA’S final season. AMERICA last: steamed out of the Duluth 
Ship Canal on Wednesday, June 6, 1928, headed up the north shore and expected to  
touch a t  a l l  the usual ports of call. From Grand Mara i s  it headed toward Isle Royale 
to  drop off a number of passengers in the darkness of early morning so they would 
not have t o  wait out the trip to  Port Arthur and around the northeast t ip of the 
island, before landing a t  t he i r  Washington Harbor destinations the following day 
(Duluth News Tribune June 7, 1928; Superior Evening Telegram June 7, 1928; 
Holden interview with Capt. Stanley Siverlson, Duluth, Minn. in 1973 and with James 
R. Marshall, Pike Lake, Minn. in act .  4974, 1986). 
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The Great Lakes Red Book fo r  '19213 l isted AIVIEtWA's ofr icers a s  Capt .  Edward C. 
.. ... .. . .. ~ ~~~~ 

Smi th  and Chief Engineer Frank IVI(:NIiIlan. Edward C. Srnitt i is a l s o  l isted as master  
of AMERICA in  ;i special cert i f icate related to AtVIEKICA's carry ing of pelroleurri 
(Stearnbciat Irispectiori Service, Dept. of Corrirner-ce. "Certificate f k l a t i ve  to Carryir ig 
Refiried Pel ro leurn On Routes Where There Is I la  O.ther Practic:able Mode Of 
Transport ing It, issued on April 21, ,1928 a1  DulLilTi, IVlirirr.) 

Soori after clearing the  dock i i i Washir igtoi i  t larbor, Capt .  Srrii.tti turned coir i inand of 
AMERICA over  t o  First Male John Wick, w i th  Fred Nelson a1 Llie wticcl,  arid re l i re t l  Lo 
his cabin behind .the bridge. Five minutes later AlVlEHICA thudded over  ii reel,  
bumping four  tirries and tearing il srnalt t iole th rough i t s  siricjlc bottorn be low ttre 
erigine roorii O H  ltia starboard side. IVlait? J o t r t i  Wick was :I n c w  male  or1 AIVIERICA, 
having served previously a s  rnatc urrclor Capt.  G u s  Ege on JACK of t he  IVlinriesota 
Atlaritic ' l rar isi t  Co., popirlarlv known as .the "Poker Fleet." Wick quit IVIA'I'Co because 
Capt. Ege wou ld  riot recoiri ir ieiid him lot- his o w n  ship in  .tlie f leet (Ken l- iafner 
in terv iew w i th  Capl .  D u n c a n  Schubert a t  Sau l t  Ste. Marie, IVIich. ca .  1977, copy in 
Ho Iden C o  IIBC i ion). 

A t  f i rst it seeirierl as though AMLIRICA's purnyrs could h;inclls .the in rushing water, but 
CIiiei Erigiticer F r a n k  IVlclVlillari quickly  reassessed the  situatiori  . - ~AlViEHlCA was 
going to  sirik. Meanwhile CapP. Smi th  returned to the hr idge where  he h u n d  IV1a.k 
Wick r ir iging t h e  ship's bell 1 0  alur-l: all aboard o f  Lhe disas-l-er. IVIorncnts later Cap't.  
SrniLCi yelled, "Beach her! Beach her!" (Holden i r i ie rv icws wi.lli Wlarshall 1974, 19RG). 

Cap(. Smi th  remcrnbcred a srrrall gravel b e a c h  nearbv in  the N o r h  Gap 0.f 
Washinglori  Harbor. II' wou ld  be  a good place t o  try l o  n o s e  AIVIEHICA ashore 
before she foirridered in deep water. I-le ordcred Fred I lc lson to sw ing  t h e  whee l  to  
poirt l  AlVlrif3lCA direct ly toward  -the beiJCti. '1'hen ano.ttier thud a n d  ANIERICA ground 
to a hal t  : i t ) ( ~ u t  30 yards shorl ol' .the beach that  probably woiilcl have assiired i ts  
icrirriineri.t salvage, subsequent repair, arid re turn to  service. 

Helow deck i n  the ei igine rooiri, Engineet- IVlclVlillan ordered his c rew to  rel ieve boi ler 
pressure and  grease dowri evory lh ing in sigh-[ so AIVIEHICA's power  plant c:ouId be 
made readily -furic:tiorial when salvage work  was corriple.ted. Water a l ready tiad 
snuffed f i reman I-Ians Fjorne's bo i ler  f ires (tloltleri in terv iews w i th  IVlarstiaIl ,1974, 
'I 986. 

The loss o f  the stoarner AIVIEKICA was covcr t ld  i n  newspapers artd jouri ials rariging 
from the  Atricricair ai id Cariadiari L.akclicat1 por t  ci t ies t o  Ctli(:i)go arrd New York 
(Lake Carriers' Associalioti, 'I 928 AnOuill Rcpor-1: 51-53; Car iadiar i  Ril i lway a r i d~~~ ~ ... ...... ~~.IVlilarine~ 

World, ca. Julv '1928). Firs.j. news of the wreck was  carr ied i i vc r  .the wireless slaLiorr 

In an "oxira" lo r  The - .. ~ ~~Calurnel INews of Calumet, IVIichigsn was a n  Associated Press 
wi re s tory  headlined "Stcainev Sinks' Near Is le  Royale; All t larids Arc  Safe", Llie ljariie 

~ . _________~story carr ied by .the New York Tirries (Galurnel  News .June 7, -1928). This  samc 
~~~Superior. , ..I.I--..- . . . ~~~~ ~ ~wire service articte also appeared  in  ttre _ _ _ ~  ~~ Evening Telegram ~ (Jcrrre 7, 'I 928). 

AlVlFKlCA was carryirig 31 crew aird 'I6 passet igers al: '(lie tirric of .the accident 
(Dulutk IUews Trjburie June 9, 'I 928):- ~ _ _

In all  'I0 passengers arrd at IeasL 30 ofr icers and c rewmen were  
aboard when AlVlEKlCA sl ipped away f rom the Singer t-lotel dock a i  
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Washington Island. Captain Smith officially reported 31 crewmen 
aboard a t  the t ime of the accident. It is possible Louis P. Hogstad, 
Manager of United States & Dominion Transportation Company, was 
aboard at the t ime of the accident and considered by Capt. Smith a s  a 
member of the crew (Record of Casualties t o  Vessels, US. Treasury 
Department, p. 17, bound journal, copy in Canal  Park Marine Museum 
collection). 

First reports a t  the Canadian takehead said AMERICA sank a t  4:30 a.m., local time, 
on June 7 th  after striking a "reef that split the hull." Word was first received in Port 
Arthur from Booth Fisheries by S. H. Knauss of the Fitzsirnmons Fruit Go. that  had a 
consignment of fruit  was lost in the wreck. In describing the vessel's normal 
occupation the newspaper stated that AMERICA engaged in: 

... carrying fresh fruit  and vegetables f rom produce housed in Duluth 
to the Head of the Lakes, and on t he  East-bound tr ips called at 
various fishing stations around Isle Royale. A large number of wealthy 
Americans, wi th Summer homes a t  Isle Royale, used the steamer a t  
Week-ends (Port Arthur News Chronicle June 7, 1928). 

A Chicago newspaper reported 
Duluth, Minn., June 7 An old well-known passenger steamer, The 
AMERICA, was lying on the bottom of Lake Superior tonight under 
seventeen fathoms of water _... Reports of the sinking and rescue 
were still vague here early this evening. The only report so far c a m e  
from the ship's purser, who said that t he  vessel struck a reef near  
Washington Harbor on Isle Royale a t  3 a.m. and that the ship sank an 
hour and a half later. 

The steamer WINYAH w a s  sent to take the rescued persons off 
the island. When the AMERICA left here yesterday morning she 
carried twenty passengers i n  addition to  her crew of th i r ty (Chicago 
Herald and Examiner June 8, 1928). 

WINYAH was enroute f rom Duluth up the north shore and off Schroeder when its 
crew was notified to  proceed t o  Washington Island to  pick up AMERICA'S survivors 
(Duluth News Tribune June 8, 1928). WINYAH was in the fish and freight trade on 
the north shore and owned by H. Christiansen and Sons of Duluth (Superior 
Evening Telegraph June 8, 1928). 

An amusing note pertaining t o  the importance of a fresh strawberry, at least as 
viewed by the editors of the Fort William newspaper, was headlined, "Fruit Supply 
For Lakehead Lost in Wreck: 

Sinking o f  the steamer AMERICA off Isle Royale created a shortage of 
strawberries and fresh vegetabtes in Fort William and Port Arthur 
today. The Fitzsimmons Fruit company had ten tons of vegetables 
and fresh fruit on the boat. 

These products would have been here for  distribution today 
had the boat not gone down. However, it is reported that t w o  trucks 
left Duluth a t  5 o'clock this morning with a fresh supply.  
(Fort William Daily Times Journal June 8, 11, 1928) 

M o r e  details of the wreck emerged in the press t h e  day after the event: 
In the most orderly manner, without any confusion whatsoever, 15 
passengers and 30 members of the crew of the steamer AMERICA ... 
launched five boats and made for shore early Thursday morning ... 
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Ori t h e  s i i r i ie day Ltie Fori Will i i i i i i  press ~ i roc la imicd.the shor taye ol Iruil in  the i r  
city, it a l so  carried the followiriy based uporr ;.I yasscriycr's rccountirig o f  t h t ?  cveni: 

Heroism on .the par1 oi' Ci1[1t. Edward C. Striilh and coolness o n  t he  
par (  o f  crew arid passcriyers s.taiid o\Il stiai-ply in I t i c  accounls given 
of the  sinkiiig of t h c  stcanier AIVII.'IIICA .... 

' I l e  ve leran capl'ain, with all ttrc lave a real tar feels for his 
cral't. s tayed wi th l h o  boat until she was ~'eat ly  t o  sink to  ,the dop i t i s  
of the Lakc" (For1 Williarui Uailv T i i r ies .Jotrriial June 0, '1928).. ~ ~ ~~~~~~ ~ . 

P'asstlrigor tl. S. Cott ier  said aftcr arriving in Port Arthur: 
Tticrt! i s  r lol t i i i jg to be secii of t he  old AIVICI3ICA now except  .(fie t o y  
or ttie rnainrnas-t arid part af tho p i lo t  house slickiricj up citr't 0 1  tt ic 
waier' .... 

I l e f l  Du lu lh  a long with four teen or  f i f tee i i  o t l ior  passengers tor 
Port Arttiur on Wedriesda\/ rrirJCit .... We had an uneventful trip, arid pul  
in .to Washington I-larbor .Lo le-L-o.CI Lwo p o s s ~ r i ~ j c r sfor Is le Royale. 

I understand iiii.\t CapCain Smi th  does not care to  pui: i r r  Lo 
Wastiing'tori Harbor oii the trip out of HuluLh, but prcfcrs .to d o  so orilv 
on the return ir ip f r o m  Por t  Arltrur'. I-Jowcvcr, .this .tirrrc, i i i  Ltre rniddlc 
o f  the rrigtri, tie pu.t i i i  .to Waslhirrytoir l.larboi-, and p i i t  his passerigers 
off al l  rig1i.c. Thei i  we  star ted oui .for open water agair i .  It had riot v e t  
broketi  day, arid we struck a reef  j u s t  outs ide the harbor. 

I was in bed arid we got a fcat-l'til j a r ,  and i t  woke rntl and 
everybod\! else up. I tloii'.t ttiirrl; arrvorie was I1ur.L. Wc a11 dressed, 
and there were  lo ls of boats to  taka tis ashore. The ship bcgair t(i 
seltle and al l  w e  had to (10  W:~S to ~ j ~ : tiwto Ltic 1 , O i l t S  .... There was 
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no panic whatever, and it was not until an hour later, when it was just  
breaking day, that the good ship sank almost out of sight in the 
waters of Lake Superior. It must have been shortly before four o'clock 
this morning, I should judge .... 

Captain Smith stayed on his ship until t o  do so any longer was 
a t  the risk of his life. He saw everybody else ashore, sent a l l  his crew 
away, and s t ayed  on board himself, and alone until the ship was ready 
to  sink. Then he, too, with evident reluctance, for he loved his ship, 
was put ashore himself. 

Captain Smith sent the purser ashore with the first news of the 
disaster, and through the private telephone wire he got the news into 
Duluth. The purser was taken to  the mainland, and proceeded back to  
Duluth, as did the captain later .._. 

We are a l l  thankful ... to be alive and well today. I have lost 
some clothes and a few personal belongings. There were two men 
aboard who were going to  Nipigon to fish the Nipigon river. They 
were on their way up from Detroit and they had a truck in the hold of 
the boat in which were their fishing tackle, rods, lines, and flies, and 
$500 in cash. They lost it all and did not continue on, but  have 
returned to Duluth, and are now on their way to  Detroit. 

.., The discipline was perfect .... There was complete order;  
there was no need for the cry "women and children f irst" because we 
had plenty of time. There was no real danger, and the passengers 
were given the first and every possible consideration" (Fort William 
Daily Times Journal June 8, 1928). 

Identity of the two men from Detroit who had the t ruck  with their fishing gear h a s  
never- been clarified because no one among the passengers listed was identified as 
having come from Detroit (Duluth News Tribune June 9, 1928). An account years 
later reported t h e  truck as simply being shipped to  the Canadian Lakehead for some 
plasterers (Duluth News Tribune Oct. 17, 1967). 

In a second account by Mr. Cottier, he said: 
"The first we realized that there was anything amiss was w h e n  the 
AMERICA struck and was shaken from stern to  stern. Hurried 
examinations were made by Mate Wick, and just a minute or so later 
we were aroused and told to make ready t o  get into life boats. We 
were told the boat was sinking. The boats were lowered and, without 
confusion, we got into them. We were taken to  Washington Harbor, 
where Mr. Singer, proprietor of the resort there, made us comfortable. 
Captain Smith sent one of the crew to  the wireless station and a 
message was sent to Duluth" (Port Arthur News Chronicle June 8, 
1928). 

Passengers expressed satisfaction with the way officers of AMERICA dealt with the 
disaster, as the following indicates: 

"I can t e l l  you very l i t t le more than what has already appeared in the 
press .... It was a most unusual experience, I can tell you tha t ,  and 
there was no loss .of life. I was particularly struck with t h e  conduct of 
Captain E. C. Smith, and the crew, and with the dispatch a t  which they 
went about the task of getting all people safely away from the sinking 
vessel" (Port Arthur  News Chronicle June 9, 1928). 
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Capt. D. T. Sullivan of .the S t e a m b o a t  Inspection Service nririoiiriced i n  Dulu'th ttwt an 

investigation into AWIERlCA's sinking would he conducted by his office (Houghto~i  

___...~~_I____I ...... ~-- June 6, ,1928). Curiously, the Houghtun riowspaper failed to 
Daily IVlining Gazette 

carry ariy .further news on AMERICA sirikirig through Ihe end of June. 


Capt. Edward C. Smith .filed an officiai "Hecord of Casual t ies to  Vessels" report on 

June 12, 1928 after returning to  Uuluth (Record 0.f Casualties to  Vessels, U.S. 

Treasury Department, -17, bound journal, CO[JV in Holderr Collection). I t  appears tha t  

this volurrie is what could be  ferrned "a blotter book", .that is, a handwritten 

facsirnilo of  the original, single-page report which was forwarded to  highor 

authorities t.,v the receiving officer. '1 his copy was kep.l: in 'the recciviny office. A 

synopsis of Capt.  Smith's answers is giverr. -The wreck occLirred o n  June 7, 'I928 a t  

2:41 a m .  The ship had sa i l ed  frorn Dciluth Jirrie 6 and was  bound for Port Ar.thur 

with 10 passengers a n d  31 crew. The estirna'lecl value of .lhe vessel was $lOU,OOO; 

the 55-tor) c;aryo of mist;ellatieous nierchandise was valued a t  $'lO,OOO. The arriount 

of insurance 011 The hull was $60,000; dishiirsernenls was $40,000. The cargo was 

uninsured. The cause of the wreck was "hit r e d "  a n d  .the vessel was  stranded arid 

beadied about  400 feet from where i i  hit. 


The official investigative hearing held hv Cap[ .  Sullivari opened in Uuluth on June 

'I '1 arid coricluded on June '12, 1928. Nine rrierrrbers of AIVlERlCA's crew irit:ludirig 

the captain and  chief eriginecr tesl i l iod aC the hearing, whic l i  was closocl .to I h e  

public. Hecords of test imony were forwarded to ttie JVIarquc-tte office of .the 

Stea rnhoa I It1s p e c tio r i  Serv iI: e where a dete rrn inat io ri of ri eg 1 igenc e or i n a I L  cnt io II 1:o 


-. - ~~duty was t o  be rnade (Dulcrth News Tribune June '13, '19213; Furl Williarn Dai lv  Times. 

- - ~~~ ~Jourrial Jurrt? l3 ,  1928; Port.- Arthur News Chronicle June 15, 1928). 

While it has been believed that Mate Wick was censured .for careless navigation 
(Purrieroy, Dick. "Stiallow, Cold, WaLery Grave Still Holds Steamer AIVIERICA", Superior.-

Eveiiirig Telegrarn Oct. 25, 1983; Holden "Above and Below: Stearner AIVIERICA", THE 
NOR'EAS'I'ER, Vol. 3 ,  No.4, JulV.-Augtis-t 'I 978: 2), records in the IVational Archives arc 
to  the  contrary, apparent ly  exonerating a l l  parties: 

S u rrimiarv reco rds -the re 1IUa tio t i  ti I Arc ti  ives] in  di cat c? t ha l  the hea r i n g 
on .the [AIViEHICA's] siriking on June  7,'192U was held in IVIarque-tte, 
Wlictiigari, w i th  the case  being dismissed. The actual transcript of 'the 
hearing i s  noi available (Corrcsporidenco, Bruce C. l iarding, Chief, 
Archives Branch, Federal Archives atrd Records Center, Chicago, 111. to 
Holden Dcc. 2, l974). 

~ ~ ~~The Furl ~~Williarn CIailV-Times Journal carried the rnosl fitting eulogy for the 
AMERICA 'to appear in any o i  l he  Lake Superior port  cizy newspapers: 

Thc uii lorl 'uriate toss of .lhc stearner AMERICA has, for a .time a t  least, 
removed f rom the run between Forl William arid Uuluth, a b o a t  tlial: 
h a s  served the public ;it .the head of the Lakes in good stead for over 
a quarter u I  a century. 

White connec,tiorr wi th Dul t i t t i  h a s  been rriairrl-ained by the 
passeriger boats of t he  Canada  S-tearnship Line, originally 0.f t h e  
I\Jorttit?rri IUavigation C o m p a n y ,  it was the AlVlERlCA which did the local, 
routine work alorrg the north shore, poking her nose into every l i t t le  
h a r b o r  on the coas t  l i ne  and keepirig commtinicai ioi i  betwoeti  tthe 
rnairiland arid Isle Royale uninterruptcd. While tho HAIVIONIC was 
sa i l i ng  majestically frorn poin.t to point, .the RlVlEHlCA was serving al l  
the places enroute. She was like the local -train which unloads i t s  
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freight at every unimportant siding, past which the stately express 
train glides as if i t  never existed .... 

So accustomed had she become to the run that  it seems 
almost strange that she could not  f ind her way alone through any 
passage along the north shore or Isle Royale .... The work done by 
the AMERICA wil l  have to be continued by some other boat, but  i t  will 
be hoped by all who have made use of the AMERICA and enjoyed her 
picturesque trips, that she wilt be raised and sail the same route 
again (Fort William Daily Times Journal June 9, 1928). 

Salvage 

Following the accident, there was an almost immediate expression of hope for  
salvaging AMERICA. In Port Arthur i t  was reported: 

... The owners of the AMERICA are preparing t o  send out a wrecking 
outfit f rom Duluth. If possible the vessel wi l l  be raised and taken to  
the Superior shipyard for repairs and reconditioning. In the meantime 
efforts are being made t o  get another steamer, as in addition to  the 
freight the company handles between these t w o  ports, a large number 
of fishermen were accustomed t o  send in their catches to  the Duluth 
market by the AMERICA twice a week (Port Arthur News Chronicle 
June 1 7 ,  1928). 

In a brief editorial in the Fort William Daily Times Journal, i t  was noted that if the 
spars and pilothouse were still visible, it should be possible to  salvage AMERICA 
(Fort William Daily Times Journal June 9, 1928). 

Other press reports indicated little optimism concerning salvage as being expressed 
by Booth Fisheries and the United States & Dominion Transportation Co. 

Hopes of salvaging the vessel have been practically abandoned by 
the United States �2 Dominion Transportation Company .... The ship 
is t o  be replaced by a new vessel (Detroit Free Press June 10, 
1928j. 

As the official investigation concluded, it was announced that bids were being 
sought by AMERICA’S underwriters for  salvage of the vessel (Fort William Daily 
Times Journal June 13, 19281, but aspirations for  complete salvage were mixed: 

The underwriters interested in the loss of the steamer AMERICA of 
the Booth Line have been seeking bids for  the boat just as she lies, 
on the rocks at Isle Royaie. It is said that she probably is damaged 
beyond chance of profit: by reteasing her and causing her t o  be 
repaired. So, in any event, the boat may not bring more than 
somebody can see profi t  in recovering the machinery and junking the 
steel plates, etc. blankets, pillows, and other articles that have floated 
out of the stranded boat (§killings‘ Mining Review July 14, 1928). 

Four parties were requested t o  submit salvage bids: Barnett and Record of Duluth 
with a bid of $35,000; Reid Towing & Salvage Company of Sarnia and Port Huron 
bidding $65,000; Merritt Chapman & Scott bidding $30,000 to $40,000; and Capt. 
Cornelius 0. Flynn whose bid was about $30,000, but  definitely less than Merritt 
Chapman & Scott. Reid Towing‘s bid was excessive because he did no t  have his 
salvage floating plant on Lake Superior at the time. In fact his bid was  not even 
received until October 1928, affecting low bidder Flynn’s ability t o  begin salvage that 
year. Consequently, when Flynn did acquire salvage rights f rom the court  in 1929, 
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he  had not only a salvage joh on the vessel, bi1.t also a r i  oxterisIvc re furb ish ing joh 
due lo ice arid weather darnage, as wel l  a:; v;irrcJaIisrn, before AlVlERlCA could see 
service again. The onse't of t he  Grea-t Depression a l s o  adverse ly  affected Flynri's 

_ _  ~~~~~~lVliriirig Review..salvage plans  (Skillirigs' ~~ ~. July '14, 'I Y2U; Molden interview with tVlarstrall 
'I 986). 

Capt.  Corneliirs 0. Ftvrin of Dulii'th i s  bel ieved to have been the f i rs t  d iver  on the 
wreck 0 1  AIVIEIIICX, appareiir-ly a s  owner 's  reprcscntative. He  delerrnir ied Ihe re  was 
a single ho le in  AIVIERICA's hLiII on t he  slarboard side. Caplairi FIyrin hoped tie could 
raise AlVlERlCA at id  place Ii back in service alorig lhe  souili shore, ruri t i i t ig be lween 
Hougt i lon-Hancock and Isle Royale, perhaps iicross to Por t  Arthur and For t  Willinrri 
(Ibid). 

Utiautt ior ired salvagc work  ori AlVlERlCA begair ulrrios-t Irre.lorc! i l s  Boilers cooled as  
area f isherinan ,found the vessc l  a n e w  source  ol prosper i tv :  

It is  sr-iid t t ia i  soti ie o-f the fisherrricn's boys  arotrrid t h e  wcstetn erid of 
Is le Royale have displayed unbelievable skill a t  lot:;itirig erid f loat ing 
pai ls o.f candy arid crirtcs o i  fruit ,  i is i i ig i i r i  i ron hook oti a long pole, 
s n d  oper;rtirig -frorn a small  boat. There was $4,000 worth of f resh 
.fruit uri t he  AIVICRICA when  she w c r i i  d o w i i  (Skil l ir iys' IVliriing Review__ ~~ I .. . .~ 

July '14, '1928). 

Isle Royale's r e s o r t  operalors could riut IoIic~ be wilthoul passenger 
survive f inancial ly. Arranrjcrr icnls lor al lcr irat ive serv ice tci  t h e  
anriotrnccd h y  Booth rcprcseri lai ivo Hogslad o t i  June 22 ,  1928: 

Boat service belweeri L1uluth arid Isle Royale ._.  will b e  rescirricd 
by a ri a rra t i  y e tr ieri t  w i t 1  I t t i  c IV o r  1t I I:rri 11a v iy ati o t i C ti In pa II y 
opcra-ce a passenger  s teamer f ra in  Clulkith to Port Art l \ur  a t i d  For1 
WiIIiarn. Froiri Port Ar ihur  arid Fort Wiltiarrt a smalIi!r sleairit lr will be 
used for trarrsporiirig .the passei igcrs  to  Is le  Royale (Dului-ti News~~~~ 

Tr ibune .June 24, '1928).~ ~~~ - ~ 

AIVlEC<ICA's clocuruienl of erirollrrretil issued i r i  M a r c h  '1927 was surrer idcrcd a t  I)ulutIi 
on Septenibcr  6 ,  'I928 carryirig tlrc not;ii:iori that it h a d  las t  tieeii re l iewed or] IVlarch 
22, 1928 arid i l ia . [  .the reason for sur-reridcr w;is "Vessel s l ruck  reef arid s u n k  in Lake 
Superior ;it North , G a p ,  Is le Royalc, Mic l i iy i in  oii June 7, '1928, 48 pcrsoris on board, 
No l ives losl" (reverse of Perrrianerri Certifir:aic of Enrol lmeti t ,  110.89, Por t  of  Uuluth, 
issued iWarc:h 22, l927) .  This docurrierit showed rio iridica.tiori of a n y  prercrret l  
mor tgage or i  AlVlEfllCA, t l h a t  is, i.1 was apparorii ly owned ocrtright bV Bootli Fisheries 
Coruipariy of Delaware. 

Booth's own aspirations for salvagirlg AMERICA seemed 10 l iave beeri re jected 
out r ight  by  Augi.~sl2'1, 1928 (Uuluth News -1.rihune Aiig. 2 3 ,  1928). 

Underwriters sett led w i th  Bocr-Ch Fisheries Cor AIVltRlCA's I r u l l ,  b u l  apparently not for 
[he cargo or [tic belongirigs of crewiiiein or passcngcrs.  Confus ion and hard 
.FeelIriys resul ied el l  around since Rootti Fisher ies had I.)oeri paid fo r  their loss, birt 
those of ttre passengers a r id  crew who losl  pcrsorial p ro l ie r l y  a r i d  those to whom 
cargo hiict beer1 corisigrbed were n o t  suhsequcot ly  paid by Uoolti i r i terests  ( t  lo lden 
interviews witli IVlarsIiatl ,1914, '1986). 

Some felt, arrd s t i l l  -feel, AIMI:RICA was scwttlcd for the jristiriiri(:c sirice ihe north 
shore h ighway had c u t  r l rast ica l ly  inlo Booth's passenger arid f re ight  business. 
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AMERICA’S loss effectively put an end t o  Booth‘s Duluth operations although they 
apparently ran the HOLLIS M, possibly in 1928, but a t  least part of 1929 and perhaps 
longer (Holden interviews with Sivertsen 1973 and Marshall 1974, 1986). 

The settlement dispute found its way into court. Captain Flynn went to court as 
well to  propose a settlement that would satisfy a l l  parties. He proposed t o  
purchase AMERICA and i ts salvage rights f rom the court by paying a nominal court 
fee and settling any outstanding claims against Booth or the vessel. Ultimately, 
Ftynn was successful in his bid. It was announced on September 12, 1929, more 
than a year after the wreck, that  Capt. Flynn had obtained ownership of AMERICA 
(Canadian Railway and Marine World Oct. 1929:665; Duluth News Tribune Sept. ‘12, 
1929). Marshall reports the actual date of  transfer o f  ownership as  July 29, 1929 
(Holden interview with Marshall 1986) 

When sunk, AMERICA was s t i l l  protruding above the water; technically a stranding 
rather than a foundering, since the wheelhouse and forward deck were left above 
the surface. Ice damaged this portion over the winter of 1928-29, shearing off 
those cabins. The fol lowing winter, 1929-30, AMERICA was further ice damaged, but  
more importantly, was buoyed up sufficiently by the ice to b e  released f rom the 
rock pinnacle atop which she rested. By spring of 1930, AMERICA had slipped 
totally beneath the surface t o  85 feet at the stern and 4 feet a t  the bow while 
listing over on the port  side. 

Capt. Flynn visited the wreck a couple of t imes in the next few y e a r s  and devised 
ways of raising AMERICA, but was never able to  secure the necessary capital for  the 
venture as the Great Depression descended on the Twin Ports and the nation. Flynn 
and/or his son Paul visited the wreck in 1930, 1932, 1933, and 1935 (Holden 
interview with Marshall 1986). 

Capt. Flynn never did get the chance t o  make a real attempt t o  raise AMERICA. He 
died in 1936 a t  the age of 81 having served the Port of Duluth for  more than half a 
century. In that t ime he had been master of t h e  ELLA G. STONE, James J. Hill’s 
yacht WACOUTAK, Thomas F. Cole’s yacht ELVINA, and R. G. STEWART among 
others. He had also worked various salvage jobs including that on the NOQUE BAY 
in the Apostle Islands (Duluth News Tribune April 3, 1936; Duluth Evening Herald 
April 3, 1936; Mansfield 1899:2:483-84). 

Capt. Flynn‘s plan for raising AMERICA did not  die wi th  him. His son, Paul J. Flynn, 
also a hardhat salvage diver, purchased salvage r ights to  AMERICA f rom his father 
before he died. Paul Flynn purchased the salvage r ights wi th his business partner, 
Alexander J. McDonnell. These t w o  men also visited AMERICA several times. But 
they, too, were unable t o  fund a real salvage attempt through their inability t o  raise 
the necessary capital and interference from World War II. Still, Flynn and McDonnell 
held documents showing their claim t o  the AMERICA’S salvage r ights from 1935 unti l  
1965 (Holden interviews with Marshall 1974, 1986). 

In June 1943 what is believed to  be one of the earliest (there were no anniversarv 
columns on the loss in the  Duluth Evening Herald or Duluth News Tribune on June 
6,7 1929 or  1939) in a long list of articles recounting AMERICA’S loss was published 
in a Duluth newspaper under the t i t le  ”SS AMERICA Ends 15th Year a t  Bottom of 
Lake Superior.” While the  article recounted the event briefly, i t  added an aspect of 
the wreck brought on by the advent of World War II and attempted t o  bring the 
history of salvage efforts up t o  date: 
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Illuririy the  last '15 years, there hiIs hoen r i c )  cli 'orl  lo raise her 
LAMEtilcAj, alttrougth when sho f i rs t  werir down tt-1t:i-e were repor ts  this 
would be doiie. Tho tiu11 tias erit ireiy disiipyearetl, .the cabin the last 
to  d rop  from v iew.  

IVol lung a g o  tlre War t'rocluc-lion board coim~iiledti l i s t  of ships 
rest ing in Lake Superior wh ich  tnigtr.t be  salvaged for the  scrap i ron  
atid cargoes they contain. IArnerica was l is ted for salvage.] 

ln te res l  in (t ic s;ilvaga or AM[-RICA lay clot-in;inr -etii-oirgli Worlcl War II a n d  irrto t h e  
1950s, a t ihough the ship was r iot forgot~ei i .' i 'ransfererice of Cousteacr arid C;;rgnou's 
mi l i tary  aquaLuri$g of 'I 943 i i i lo ii pos l -war  rei:reatiorial ocrllct brough t  AIVIERICA back 
in-to ' the press; .Itre wreck was treirig v is i ted by sport  divers i r i  t he  suirirner 0.f '1956: 

Dulutti's i i i t rep id skirr divers, apLlv ri i irned Lhe Frigid Frogs, next  
weck-.errd will l ake  to itie deeps of Isle Royiile to look over thc 
sti 11keri pa ssc?t iger s tea r n  er AlVl ERICA .... 

They won't have r r iuc t i  - trouble fir it l ing the  AIVIERICA. Any  Isle 
Royale l ishermari ca i i  po i r i i  out the reef where she  ripped oul: her 
bo.ttorn. On ii calm day, c)tie ca i i  see the b o w  a few l e c t  be low .the 
surface ai id it 's a s [ iooky sigl i i ,  'laa. 

I I  i.l's salvage they're aflei-, Plie t-rugs won't f ind rrruch of t h a t  
either. A couple oi' general ions of i istrerrriwi, wil:Iiout 'today's 
compl icated skiti d iv ing equipi i iei i t ,  have seeri lo  ,tha,t (t ierber.t J. 
Coleinari, "Frigid I rogs l o  I our  Sh ip  Sunk Near Isle Royale". -~ -D ~ l ~ l h  
-News Tribune July 8, 1956) 

A 24-year-old f iardhal s;ilvagc diver. Jack Coglilari of Pur l  Arthur, v is i i c t l  AIVIERICA 
in  '1957, (;illlit1cj -the (l ive his " r n o s t  fasr:inatirig expericricc." Cogti lat i  repor led  
enter ing the  vessel throcig t i  l he  "d in ing cornpartrncrrt" as h e  descr ibed the  
oxpc vie t i  c e to ii Diilui'h ropo r l c  r: 

"It's sort ol eerie," he said las i  week.  "You (:an sti l l  see dishes or i  t h e  
sideboards, and I l i e  -tables art. p i led h igh  or1 o i ie  end the room." 

Froiti I l rere, Coghlan swain dowii  il flighl oi' slairs Ihrougl i  a 
hallway arid looked in to  a passenger ' s  com[)artrncrrt. Silt obscured his 
visiorr, since he was working wi lh  a n  underw;iL'er 1jgh.t. 

IVIorc reward ing was his enlry irrto Phe purser's office, which he 
accompl ished by breaki i ig i t i  t h e  door. Rcirriinagiiig i i i  air old desk, tic! 

fel t  a mas:; of paper, ttroiigti( t lc was wesli l iV, ar id fourid that  I h c  
'baIiI(Iio i o s' w c! re o Id s t 1 ii p s I1o L s.  

Oddly enough, 'thc piclcircs were legible and Cogl i la i i  h a s  tiad 
Ihein cop ied  by a plhoto+jraplrer. They irrcludcd a n~ i r r~L ie rof scenes of 
what  ap[)ears Lo be ihe Chicago w a i e r l r o n l  ._. .  

Coghlan said Phc ship's h ~ i t li s  r inged w i l h  debris w h i c h  h a s  
torri or fallen loose. Still i n  the  ho ld  is i i n  at ic ien l  Model -1- Ford  wh ich  
he said seeims in good co i id i t ian.  Cogtrlati  look ttia c a r ' s  trorrr a s  a 
souvenir.  

Ano-[her soi iveri ir  was  a hot t le  ol' mea l  sauce  ho found in the  
dining room. He said i t  was  "sort of rip[-," (t-it?rt)crlJ. Colerriari, -.UuluPti.. .-..... .. 

News Tribune April 28, 1957).___~~~~~~ 

Coghlan a n d  t he  Frigid Frogs early dcsccnls on AMERICA rcr icwed ta lk  of possible 
salvage of AMERICA, although it would be four more yca rs  before .that in terest  was  
cohererirly vo iced arid four  addit ional years before -the first acl-ual at.l:empt a t  salvage 
was u1-1 dcrra kc11. 



Serious talk about raising AMERICA did not come until 1961 when J a m e s  R. (Jim) 
Marshall, Pike Lake, Minnesota, took an interest based largely upon reports of the 
condition of AMERICA from various divers, including members of the Frigid Frogs. 
He personally did not dive on the wreck until September 1965. Marshall rekindled 
the interest that had been brewing for three decades. In t he  next f o u r  years the S.S. 
AMERICA Salvage Company, Inc. was formed by Marshall and a Duluth attorney, 
Patrick D. O'Brien. Salvage rights were purchased from Paul J. Flynn. The firm 
acquired the cabin cruiser SKIPPER SAM and modified it for salvage and logistics 
work. A salvage plan was worked out and permission to salvage was secured from 
the National Park Service. A cadre of local divers was assembled t o  assist in the 
project. Many of the divers were in the Canadian Air Force but stationed a t  Duluth 
and had been trained in diving by Marshall through his recreational outfitting 
business (Holden interview with Marshall 1986; Special Use Permit 6-65, Isle Royale 
National Park, issued to  Marshall, Chippewa Outfitters, Duluth, Minnesota, for  the 
period of Sept. 21, 1965 to Dec. 1, 1965 to conduct salvage operations on S . S .  
AMERICA, in Windigo Ranger Station files; Duluth News Tribune Sept. 24, 1965). 

Appended to the Special Use Permit issued for sa lvage  work on AMERlCA were 
notes indicating that Isle Royale National Park officials had contacted both the Coast 
Guard and U. S .  Army Corps of Engineers in Duluth regarding the vessel. The Coast 
Guard commented that they had no jurisdiction as  long as  the wreck and  sa lvage  
work were properly marked t o  comply with current rules of t h e  road. The  Corps of 
Engineers said they had no interest in the operation. Neither agency had comment 
regarding requiring a performance bond for the salvage work (Special Use Permit, 
6-65, ~Ibid). 

The salvage corporation's primary interest was to  raise AMERICA and return it lo  the 
Duluth waterfront where it could be restored over a five year period, and thus 
transformed into a tourist attraction of historic interest, as  well as a unique dining 
or hostel facility. This is an idea which has now come into vogue on the Great 
Lakes. Marshall said in '1965 of his thoughts about salvaging AMERICA in 1961: 

"Talk was about as far as i t  went [in 19611 ... until early this year 
C19651 when it became apparent tha t  raising the steamer and returning 
her to Duluth  would bring recognition to  the city and provide an 
attraction that  people throughout the nation would enjoy visiting" 
(Duluth News Tribune Sept. 15, 1965). 

A Houghton Daily Mining Gazette columnist agreed that AMERICA would be a 
good tourist attraction saying: 

"It is likely tha t  the AMERICA revived might become an important 
tourist curiosity in the Zenith City IDuluth] region. Duluth has no such 
other ventures and the reclaiming from Dauy Jones Locker the 
remains of the CITY OF HANCOCK Type sh ip  might not be a bad idea" 
(Houghton Daily Mining Gazette Sept. 25, 1965). 

However, clarification of the National Park Service's position on ownership of t h e  
wrecks and its role in preservation and conservation of shipwrecks located within i ts 
jurisdictional boundaries, was ultimately the  most tangible and lasting result of t h e  
salvage attempt, outside of the physical damage done to the wreck itself .  

A salvage method was proposed. The plan w a s  worked out by "salvage master" 
Chuck McClernan. The method consisted of first sealing up the steel hull 's  major 
openings. About 50 such openings were identified in preliminary examination of the 
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vessel, irrcludirig 5 cargo hatches, srnokestack opening, a stairway, t h e  tlurrrtiwaiter 
in t h e  q a l k v ,  the g r o c e r y  ctiLrte, .three coal hunkers, arid the skylight above .the 
engine rcwrii as  well as 34 olticr "minor" openings such as  poriholas, plus the 
original hole in -the hull. T h i s  p la i i  was reviewed and  -found sound by IVlarine Iron & 
Shipbuilding Co. of U i i l u t k  a n d  individuals fr'om Fi-aser-Nelsari Shipyard in Superior 
(DuluPh News Ir ibur ie S e p t  15, l965; t-loldcri iti.Lervicw with 1Warshall 1986).~ _. 

When preliminary work was done ,  ttie salvagers wocild b e  able to proceed in raising 
t t i e  vessel by rerrioviriy a n  es.ciirialecl 159,000 galloris or about l ,821 tons of water 
from the vessol  using an air l i f t ,  T h e  1II-inr;h airlift was inserled into the hull 
.ihrough t h e  y a l l q  stove flue. Air could tju .forced a t  600 cu. Ieei per minuie 
through the pipe into the vesscl. Salvagers cxpectetj to force nearly a quarter 
rn i l l i~ i f igalloris of water out of . the hull per  hotir {Dulut t i  IVcws Tribune- Seri't. 15,~~ .-

'I 965). 

When part of the hull reached .the surlace, -the salvors plantied to switc l i  over .to 
1wo 4-inch pumps, which could haridlc abocii 1liO,UO(J gallons per hour. Once afloaP, 
t t ie  SKIPPER SAM would tow AWIERICA into -[he same gravel-bottomed bay Iha l :  Capt. 
Smith was headed l o r  t t ie  rriorriing o-f tho wreck. There  they cotrld check over the 
hull arid rriake a n y  further repairs riccessary. F ro rn  Isle Royale AIVIERiCA was t o  b e  
rowed back to  Duluth, possibly cscor-Led b y  the Coast  Guard Cu.tter WOO13I'tIJSl I 

~~~ ~ ~- ~~(Duluth News Tribune Sepl .  '15, '1965; C)uluth ..News  Triburio.- Sepl. 24, '1965; Clolden 
interviews with IVlarshall '1974, '1986). 

AlVlEHlCA Salvage, Iric. was not opcrat i rq  in a VacuLirn without pcrblic and  political 
support. D u l u l h  lViayor George D, Johnson and Seaway P0r.l. Authority 11ireclor 
Robert T. Sni i lh ,  both crithusiasi-ic ahout ,the projecl, grari.tcd perrnissiori to moor 
AlVlERlCA a t  D u l u t h ' s  p o r t  terrninal over t he  wiwter. Also lerrdirrg supporl' 'to .the 
sa Iv a g e proj e (:I were t hc Nor t hea s L e r II 1Vtin ri e sota llcve 1op rn e r i  i' Ass (it:ia tion, 
Wiiritiesota Arrowhead Association, U. S .  Rep. John A. HIaLriik, a n d  citizens o l  Dululh 
arid Superior, many of whom r:learly recal led thcir  owri [rips oil -the stearner (t iolden 
jnlerviews with Vlarshall '1974, 'I98ti; __ ~~~ ~.Duluiti ~ News Tribune~~ Sep-t. 15, 1965. 

Once AIVIFfIICA was re'lurnecl to rhe Duluttr waLer.fron1, plaris called for ref i l l ing -the 
ship over a l ive-vear period a t  a cos t  o.f abou-t $200,000. Tho ship's galley, 
passeriger dining salon, engine roorn, arid rnany cabiris were  relatively uridamaged. 
The engines were believed 'to be operaliorral with rnirii tr ial  restoration work, arid 

~there was s t i l l  coal in t h e  buiikers (Dulutti News l r ihur ia. April 6 ,  1966; Holrleii 
interviews with Rilarstiall 1974, '1986). 

Actual work or! sealing up t h e  vessc l  in preparation for refloaiiriy bcgari in 
September ,1965 with the salvagers based  a t  Grace Island, Isle Royala, anlv a hal-f 
mile frorri the wreck site. T h e  eNire project, frorn hull survey to  fabricalian and 
jnstallalion of all  patches, and refloating, was expected to take I h ree  t o  tour weeks. 
Work ttrrough Ihe -first two  stages progresswi  on .tirnc (ir a h e a d  or scliedule. 
Salvors hoped t o  ref loat the  vessel by October 20 a r i d  have AWIERICA in 
Duiulh-Superior Iiarbor in November {Dulul'l) News ........ ~~~~~~~ Tribune. Sept. 24, 'i965). 

The 1965 salvage report by Jarnes IVlarshall, President of Aruierica Salvage, Inc., 'to 
the Park gives considerable insight into the  diving operatioirs on the  wreck (Letter 
f r o m  James IMarstiall to  Superinteriderit Carlock Johnsou, Uec. 3, '1965 or1  file Isle 
Royale Nalianal f3ark). The divers discovered about 200 fa t t iurns of chain remaining 
in the cliairr locker and removed. l h c  nine main deck openings were sealed with 
wooden hatches of 2xE-ii ich boards. 
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A great deal of the damaged superstructure was removed .... A large 
portion of the damaged second deck was removed opening the area 
over the engine ... and the area around the opening In the deck has 
been shored .... The remains of the ship‘s funnel, weighing some 
seven tons, were severed from the boilers wi th  a cutt ing torch, and 
with the assistance of the cruiser, drifted over the side. This exposed 
the steel room over the engine and boilers. The galley appears 
undisturbed .... Bad weather set in during September and early 
October. Finally, the salvors decided t o  delay refloating AMERICA unti l  
the fol lowing spring. They stored their equipment at Grace Island over 
the winter of 1965-66 under special permit (Holden, interviews wi th  
Marshall 1974. 1986; Duluth News Tribune Oct. 25, 1965; Duluth 
Evening Herald Oct. 25, 1965). 

Despite the weather, members of the salvage group took a reporter down t o  explore 
the wreck. His descriptions are informative of the state of preservation of t h e  wreck 
in the mid- 1960s: 

I observed that the ship is resting o n  a rock shoal a t  a severe angle, 
the bow being 19 inches below the surface and the stern in 85 feet of 
water. 

As we worked our way slowly toward the bow, i t  was evident 
that the upper superstructure - which consists of the ship‘s t w o  
topside decks, and pilothouse - had been severely damaged, fo r  debris 
was strewn in wi ld disarray throughout the steamer’s forward section 
.... 

[Mike] Pinkstaff showed m e  where the hull was torn, which 
caused the AMERICA t o  sink. It consisted of a 3-foot 
horse-shoe-shaped dent with a 4 and 6-inch tear on each side .... 

Pinkstaff and I looked a t  the ship‘s big propeller and rudder 
which is turned hard left the same way she was the night she sank 
and then entered a hatch leading t o  the ship’s dining area. 

We started working our way forward by  ascending an elaborate 
carpeted stairway the carpet is still intact leading t o  a large 
ballroom. 

In the bal lroom was a large upright grand piano ... si t t ing 
upside-down and slightly damaged as a result of the sinking. 

Forward of  the ballroom I saw the AMERICA‘S smokestack, and 
a little forward of that is a Model T Ford truck resting on the deck. 
The truck, which was being shipped t o  a plasterer in Fort William, 
Canada, is still assembled except fo r  the hood and radiator, which 
have been taken by skin divers. 

My last venture during the dive was a look a t  the engine room 
and engines. It’s difficult to  believe ... but the AMERICA’S engines are 
as new-looking and shiny as the day they were bought. There isn‘t 
even marine growth on them (Duluth News Tribune Oct. 17, 1965). 

AMERICA Salvage, Inc. applied for  an additional salvage permit by letter to  Isle 
Royale Superintendent C.  E. Johnson on April 7,1966 to  complete the salvage. 
Salvors ptanned t o  complete their task by June 12, 1966 (Correspondence, AMERICA 
Salvage, Inc. to  Supt. C. E. Johnson dated April 1, 1966 and April 7, 1966, Windigo 
Ranger Stat ion files, Isle Royale National Park; Duluth N e w s  Tribune April 10, 1966). 
A salvage permit was issued. 
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Inspix-i.i:)n 0 - f  tlie vessel in .the spring revealed only the expected; many of the 
patcties would have i:o be re-secured. However, bad news carne on M a y  'I 'I wtierl 
d ivemaster  Ctiuck IVlcClerriari reported "their worst  fears had been realized" raising 
AMERICA was "all but impossible." IVIcCleriiari and M .  W. Gatiihlin discovered a new 
hole iri t t ie side of AlVlERtCA apparcrrCIy c:aiised by dyrrarriile plij(:ed by "an  urikiiown 
party" to s t o p  salvage 0 - f  t h e  vessol (IVlernuraridum f rom Wiridigo District Ranger 
Jon 13. Abratris to  Superinlendeiil, Is le  Koyale dated IVlay 16, 1966, Windigo 13arrger 
Station files). 

Discovery of tho reportedly sabr)tayed area rnartted ttie begiiiriing o i  .lhe end [if 
satvage ef for ts .  In August 'I 966, the U.S. Justice Departmel i t  indicated they had 
informed the Federal Bureau of 1nvesliy;itiori wf the  rcpor led "horritiing" o i  RlVltFilCA 
and supposed they would send a detnoliPions experts .to assess the situation. A 
Justice Departrrienl al lorney, Harold D. Beatoil, corl laclud AMERICA Salvage, I nc .  for 
permission to survey AIVIERICA wi.lliout beiiiy held liable io r  ariy darnaye suc l i  
survey might cause.  Permission was grariitld by AMERICA Salvage, Iric. OH Ai igusl  
12, '1966 (Corres[mndence frorvi US. At.torney Harold [I.L3eaLon to J a m e s  R. Marshall  
Aug. 9, 'I 966; corresponderice froiui Wlarshall, AMERICA Salvage, Inc. 'lo Harold D. 
Beaton, US.  Attorriev in Grand Rapids,  Michig;in Aug. '12, 'IYGC, oti fi le Windigo 
R a 11CJ e r S'ta I:iu n). 11o inf o rrnii t i(I  n ha s b e  c! i I a v a iIa ki Ie f r o  rn .i' t i  e .I usT ic t? De pa r t r n  e rrt  or 
FBI concerning t h e  exten'i: or findings of any irivestigaiion. 

Marshall teported, too, that the datriage werit beyorrcl .the ricw tiole in the hull. t ie 
said t h e  explosion caused -[tie ship t o  "juirtp" arid as  i l  re-settled, .the rudder was 
swung hard over a n d  that there was learirig ii) the  hu l l  along t h o  shaft tube I h a l  
would preveiic use of AIVlERICA's own engine for propulsion on the  reiurt i  l o  Dututh 
(HoId e n in t  e rv i e w w i lt i  Ma rst 1i t  II 'I986).  

'The Subiiierged Culluval Resources Unit was unable .to locate t he  "bomb hole" in the 
hull. The boriib incidoi i l  apparcr i~lyprovi t icd a convenient closirrg Lo the salvage 
at t  em pi. -1- h e  sa Ivag e ope ra li or i  rovirl eil L hi? imp e ti1s f o  I- Icga I ii r i  d a d  ini 11 is  tra Live 
r:lari.ficatiori of NPS po l i cy  regarding Lhe subniorgerl oul~ttiral resources o l  Isle 
Royale. Ttic tiisiory of ,this tievelopiueiit i s  prcsonted i r i  CtrapLer VII. 

Recreat ional  diving grew in the wake of [he curnrricrcial salvage operatioris aiid 
attendant media coverage. In 1974 a sport diver, who was iilso an arria'teur tiisloriari 
and cerWied scuba instrur:tor,  w m t e  of his impressions a n d  experiences ou 
AlWERlCA presenting a comparisori 'to the exporicnr:e Cagtr lan tiad or1 the w r w k  in 
1957. This a l s o  serves as a n  exawiple of the begjririings o l  ut~sarval ior isky  s p o r t  
divers on AMERICA arid other shipwrecks a t  Is le H o ~ a l o  arid -the regioir as a 
benctirrrarlc in t h e  changing a.tfitiitles of sr1or.t divers 'toward t t ie  objects upon which 
a majority of lheir  recrealional interests were foctrsctl: 

Many divers have dove or1 .the AMKRICA tiecause she is easy lo y e t  to, 
in rather shallow water, arid safe froin s to rms  .... 

T'he coridiliori or t h e  wreck i s  very good wicti ice darnage 
extcndincj to  t h e  boiler room. Froin t h e  boiler room 'to t h e  how ttie 
ice has -taken away the  wood supcrst ruc lure.  Tlie bow lies a'P t he  
edge o-f a slope which goes down t o  l t i c  Norlt i  Gap Chanriel .... 

There is much .to see 011 this old wreck, one just does not 
know where to star1 explorirrg. Going dowii t l ie  deck s-iiarting f rom the 
bow you pass a big deck winch [s i c ]  used once for pulling in the  
rnariv f e e l  of anchor chain. J u s t  pas-t that -there is a tiaicti ar id  down 
a ladder you can g e l  t o  wtiere Ltie crew once slept. There is ario-ther 
point of interest in thc bow and -this is an air pocket created by tl ie 
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exhaust air of divers. You can go up inside this air pocket and talk t o  
your buddy, but do not breath the air. There is always enough l ight t o  
see your way out of the wreck but for close inspection a l ight  and 
lifeline are needed. 

Corning out of the hatch and going back down the deck you 
come to another hatch. This hatch was the coal bunker. There is 
hardly anything in it because the ship is lying at such a great angle 
that the coal has run into the boiler room. The hatch to  the coal 
bunker is nearby. 

At t he  edge of the coal bunker is where the wreckage starts. 
This is caused by a build up of ice which sometimes can go d o w n  t o  
a depth of  more than 30 feet. The pilot house is no longer there and 
many of the cabins are destroyed. The wreckage consists of a lo t  of 
wood and pipes. 

The main deck starts to  take i t s  shape again near the engine 
room. This is as  far down as  the ice could go, s o  f rom that point on 
there is very little damage. 

Swimming over the top of the ship, the engine room is 
exposed t o  view. She had a three cylinder engine. In the f ront of the 
engine and on top of the boiler room there is the remains of  a Model 
A truck that was being shipped t o  Port Arthur. Divers through the 
years have taken many things off the truck like the tires and engine 
parts. 

On deck t w o  and in the rear of the engine room there is a 
hatchway that goes into a companionway. This companionway goes 
out t o  the side of the ship and then toward the stern. From the 
companionway, access can be made into the dining area. 

Going through the Companionway and to the dining area, you 
come to a pretty big room which was the dining room. All the tables 
and chairs that were once in the room are lying in the very rear of 
the room. Because of the great angle [at which] the ship is lying a l l  
the tables and chairs just slid to  the rear of the room. 

From the dining area you can  leave the ship by going out  
through a cargo door. Following t h e  side of the ship down you come 
to  a small deck on the very stern. There is a hatchway on this deck 
which goes to  deck one. Right inside the hatchway there is a piano, 
in bad shape. On the after deck there is a hatch going down to  deck 
two. It is  a little small for a diver t o  get through but it can be done. 

Letting yourself off the stern and sinking t o  the bot tom you 
have a most  awesome and impressive sight as you look up at the 
huge size of the stern. All of the decks are intact .... 

The depth is 80 feel and al l  around the ship there is wreckage. 
The rudder and prop are still visible, wi th the rudder turned hard a 
starboard. The rudder seems t o  keep the ship f rom sliding further into 
the channel (Engman 1976:l-5). 

Although AMERICA was lost wi thout loss of life, there has been one death aboard 
the vessel, a diving accident. In August 1976 20-year-old Donald G. Lienhardt of 
New Auburn, Wisconsin, apparently became disoriented while low on a i r  and 
exploring AMERICA'S interior in a small storage area just aft of the galley. The door 
is wedged partly open. His brother a n d  another friend had not  noticed their 
partner's absence when they left the ga tley, nor were they immediately concerned 
when they surfaced without him. All had entered t h e  wreck while low on air. The 
divers' a i r  reserves were too  low t o  conduct an effective search and rescue effort. 
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GEORGE M. COX: HISTORY 

Construction 

The steel passenger screw-steamer GEORGE M. COX was named PURITAN by the 
Craig Shipbuilding Co. of Toledo, Ohio in 1901. U.S. Registry No. 150898 (June 7, 
1901) listed the owner o f  the vessel as the Craig Shipbuilding Co., and gave the 
dimensions: 233 feet long, 40.5 feet wide and 21.9 feet deep. The ship had no 
masts, t w o  decks, a plain head and round stern. The tonnage capacity under deck 
was 1169.08; the capacity between decks above the tonnage deck was 378.53 tons, 
yielding a gross tonnage of 1547.61. A deduction of 495.04 tons was allowed, giving 
a net: tonnage of 1052. 

The ship was designed for the overnight passenger service. The f jrst owners, the 
Holland and Chicago Transportation Co., intended t o  name the vessel OTTAWA. 
Before hul l  82 was completed, the Holland and Chicago Co. was bough t  by the 
Graham and Morton Transportation Co. The new owners named the vessel PURITAN 
and launched the ship on the afternoon of May 1, 1901 (Detroit Free Press May 2, 
1901). 

The Craig Shipbuilding Co. owned PURITAN f rom June 7 to June 28, 1901. Graham 
and Morton Transportation Co. retained ownership unti l  December 27, 1902, when 
ownership was transferred to  J. H. Graham of St. Joseph. Michigan. 

A detailed description of PURITAN was published shortly after the launching in 
Marine Engineering (1901:458-460). tt is one of the best and most  complete 
reports located for any Isle Royale shipwrecks: 

She was built throughout to  meet the requirements of the Bureau 
Veritas Classification Society, wi th extra heavy scantlings, thus making 
her one of the strongest vessels of her class afloat. The fol lowing are 
a few of her principal scantlings: 

The center vertical keel is 48 inches deep by 17 1/2 pounds, 
f i t ted with a 36-inch by 17 1/2-pound rider plate on top o f  the floors 
wi th  4 1/2 by 3 inches continuous angles. The frames are 6 inches by 
3 inches by 14 pounds, channels spaced 24 inches apart and 
continuous to  upper deck, wi th  web frames of 12 inches by 22 pounds 
channel, spaced every 24 feet. Solid floors are fitted on every frame, 
20 pounds in the machinery space and 18 pounds elsewhere, and are 
secured t o  the vertical keel by 3 inches by 4 inches double angles. 
Deck beams are of  channel section, 10 inches by 22 pounds on main 
deck, and 6 inches by 14 pounds on upper deck, all spaced 4 feet 
centers and secured to  frames with substantial brackets. Three 
channel stringers are f i t ted in t h e  lower hold, one on each side and 
between decks. The shell plating is as follows: 

Garboard 19 pounds to  16 pounds a t  ends; bilge and side 
plating, 17 pounds t o  14 pounds at ends; shea r  strake, 60 inches by 20 
pounds, and 17 pounds a t  ends; between deck plating, 'I0 pounds. 
The vessel is constructed with two cornplew steel decks, and is fitted 
wi th  three gangways on each side for handling freight. The stern post 
is a steel casting, and the rudder ,frame and stern are forgings. 

The passenger accommodations are very complete, and a l l  
conveniences fa r  a large passenger business are provided. The main 
cabin on the upper deck is f inished in mahogany, and hats forty-two 
staterooms, wi th  the dining room a t  the forward end. The galley and 
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crew's quarter:; arc directly utider i t ie  dining room, on i l io  iriairi dcck. 
A f i  0 1  the engjino roorn on 'the rriiiiri deck is ; I  large snioking rootn, 
wi'th coririec'tiori i o  .ihe niaiii cabin by  a grarid stairway, all finished in 
m a t i o ~ j a r i y ,  sirrrilar t o  ,the main c a b i ~ i .  Pilot house a n d  oif iccr 's 
qciarlers are on t he  hotit deck, or1 which are also loca-5c.d sixlean 
statcrooms sirnilar 'to those in the rr i i i i r i  cab in.  The at:coriitriodaLions 
for secoi id c lass passengers are u n d e r  t he  mi i i i r i  deck aft. The 
steamer has acc(.,rnrnotlalions for 200 first a r i d  second class 
~iassengers ,ar id is ticeriscd to carry 1!,01)0 excursionists. 

The rnachiricry corisis.ts of an inverted, diret:t.-acting, triple 
expansion, siiriace corit lcnsing t:nyiiic, wi th cyl inders 21 inches, 34 
iiicties i-Ir\cI 5 8  inctres j r i  dianieicr, arid 40. inch stroke, rlesigried try t h e  
Craig Ship Building Co., ar id  bui1.u in their own shc)ps. The high 
pressure arid i t i lerr~iet l iai-ccyliridcrs are liticci wi.tli p is ton  valves, arid 
t h e  l o w  pressure cyl i t idar wi th  a doubte por icd  sl ide valvo. All valves 
are worked by S.tcplietisoli cloublr:.-ti;ri- link motion, and have 
adjus.iablc cupkoffs, ac iua icd  by scrcws it i  the arms of the reverse 
skiart. ' i hc  revers ing gear is direct connected wiLh a s t e a m  cylinder '1 'I 
irictics diameter by I6  inches strokc. A l l  pis-tons are fieled wi th cast  
i ron spriiig rings, the high pressure ;iricJ i i i i c r i i ied i i i te  bodies also be ing  
cast iron arid 'ttle low pressure  beirig cas l  steel. P is to t i  rods  arc  
rnactiirrery srcol, secured  t o  pistoti by iapered cnd:; arid nuts, a n d  to 
crosshe;ids by r:utLars. Crossi iest ls arc! c a s l  s tee l  recessed 'for 
c 1'0ss liea tJ [-Ij r i  h x e  s a r i  11 f i I: icd w i 1t i (; o in [-II )  s i tic) r i  s Ii [I  per s .  Con r i  el:t i  rig 
rods arc wrought irori, -the iippcr end being forked wi.th crosshead pins 
stiruiilt in .  The crank pin boxes are  cast steel l ined wi-tti hest 
a n t i  ~ iric 1iot i 1'11 o La I. 

T h e  Prariiirig of t t ie  erigirir! coiisisls of l t i rcc cas t  i ron housings 
o i  b o x  sotxiori i n  froriL arid back, ilre l a t tc r  being liiied wi'lh gu ide  
surlaces provided wi l t i  waier back lor circ:uliitioii 0-lr cooliiiy water .  
The bed[)la.le is cas i  i w c i  or box seciiori, c a s t  i n  orie piece, with five 
iTI a iII j o ci riia Is. 

The lower  i i i i i i r i  jourriiil boxes a re  c a s t  sPeel, l ined with 
anti--lric.tiori rnciai, as tire also tlrc cas t  iron caps  wh ich  forrvi t he  

._
tiriper par t  ol .I'tie bearings. I h e  cri i i ik st iai l  i s  o.f w rough t  irori, I2 
inches i r i  cliauic?.tci-with s lee l  crank pins and cas t  steal webs. Line and 
pro1)eller shdl i ing is wrought iron, provided w i th  forged coupl ings and 

~~

supporLed by  siritablc spring t ~ e a r i n g s .  1 he  Ihrust bearing is of the 
hovscshoe type, wi t t i  adj i is tahle  shoes. Tl re  propeller is four-bladed, 
solid c a s t  i r o n ,  '12 C t x t  in rliarrie.Ler air t i  I 9  foa.t p i t c l i ~  

Owing l o  ltic large amotir1.t of l imc in t h e  waters of  Lake 
lillicliiyaii, i i  SUI lace cui id t t i iser  w ~ r sCii-tccl 'to obv iate a n y  trouble wi th  
the scalirig o i  builet s. ' 1  t ic condensel- is scp;rrale from the rnain 
eriginc!. arrcl is o f  rhc cylirrclrical .~ype,  with s t e e l  shell .fitted with 
cornposi-lion .tube s f i eo l s  arid composi . t ion -tiibes tinned inside a n d  
oul .  The cooling surracc is 2,5011 squai-c feet 

All ,tho piimps arc inclcpoiiderit 0 . f  t he  r r ia i r i  tlrigine, and with .the 
exccpl ioi i  of the c i rcu lat i r ig  yurnp, werc furnished by Dean Uros. of 
Iridiariapolis, Ind. The air pump i s  oF [ l i e  simplex vert ical .type, '12 
iricfiev by 24 inctrcs by 'I8 iiictics; iirrd tht:  rnain a n d  auxi l iary feed 
purr ips are ol' Ihe Adrniral,ly duplox i ype ,  8 inchcs bv 5 irrches by 12 
inches. Two duplex jiurn[)s, 5 ' I D  irichcs by 5 'l/4 inc1it.s by 7 inches, 
and one sirriplex pt i r r ip,  (1 irlcties b y  4 inches by 5 inches are also 
Ci-tted lo r  yerisral waier  sc!rvi(:o arid .for purripincj froin the  bilge. Water 
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is circulated through the condenser tubes by a centrifugal pump, wi th  
a 10-inch suction and discharge, driven by a 6 inch by 6 inch vertical, 
direct-connected engine, supplied by the Morris Machine Works of  
Baldwinsville, N.Y. 

Steam is generated by four water tube boilers with an 
aggregate heating surface of 7,500 square feet. These boilers were 
tested t o  450 pounds hydrostatic pressure, and are allowed a working 
pressure of 225 pounds. 

The PURITAN is lighted throughout with electricity, generated 
by two 15 kilowatt direct-connected General Electric Co. generators, 
located in the engine room. She is also fitted wi th steam steering 
engine and a Hyde steam windlass. Her anchors are of the Baldt 
stockless type, and weigh 2,840 pounds each. 

Taken altogether the PURITAN exemplifies the highest class of 
vessel for  the trade in which she is employed, and is a credit to  both 
her owners and builders. 

Although she has only been running altogether about six weeks 
she has already broken the record for  the run between St. Joseph, 
Mich., and Chicago, beating the best t ime of  the whaleback steamer, 
CHRISTOPHER COLUMBUS, thus ranking her as one of the fastest 
boats on Lake Michigan. Her t ime for the run was 3 hours and 1 2  
minutes, making an average of 19 3/4 miles per hour .... She now 
averages 108 revolutions wi th  200 pounds of steam. 

The triple-expansion engine of  PURITAN was rated at: 1,700 indicated horsepower 
{Certificate of Consolidated Enrollment and License, Puritan. May 23, 1924). 

Operat io n a I History 

John H.Graham, of Graham and Morton Transportation Company, was a prominent 
businessman connected wi th  the passenger pleasure resort service out of Chicago 
and the fruit  traffic f rom Michigan. Graham and Mortofl had built a line of palatial 
steamers primarily for  the summer passenger service between Chicago, St. Joseph 
and Benton Harbor. In addition, the vessels also carried freight between these cities 
as  well  as t o  Milwaukee (Mansfield 1899:2:245). 

Graham and Morton Transportation evolved as a stock company in 1880 or 1881 
from the partnership between J. Stanley Morton and J.H. Graham, formed originally 
in the early 1870s. By 1899, the Graham and Morton Transportation Co. had grown 
to  be the largest single business on the docks at Benton Harbor and Chicago, 
employing more than 100 persons i n  the summer (Mansfield 1899:2:246). 

After PURITAN'S launch in 1901, i t  made a trial run on Maumee Bay wi th William A. 
Boswell as Capt. and Louis Sebastjan as  chief engineer. On board were George 
Craig, representing the builders, master mechanic Cady Markely, E.E. Roberts, 
designer of the four water-tube boilers and who represented t h e  Marine Boiler 
Works of Toledo, and other invited guests (Hamilton n.d.). 

Graham and Morton Co. was anxious for the delivery of the new vessel, When 
PURITAN teft Toledo for Chicago on June 15, carpenters were on board completing 
their work. The ship was placed on the daity Chicago-to-Holland run shortly after 
the company took title on June 28, 1901. Typically, PURITAN remained on this run 
until the end of the fruit  season, when it sometimes ran from Chicago $0 Benton 
Harbor during the winter (Hamilton n.d.). 
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The first temporary por t  of erirollrnent was 'Colcda. When the  t i raharn arid IWortorr 
T'ransportatiori Co. took delivery, the port of recard at:c(irdirig to enrollmen't 
documents was changed to  Grand Haven, IVlicIiigari. W.A. Boswel l  was the  master  of 
record, and remained so  when  t h e  ship was I rans ler red to  t h e  ownership of J.H. 
Wlortorr o n  Det:ernbt!r 27, 'I 90%. 

PUHtTAN wiis rcboi lered in  '1905. 'Tho Roberts bo i lers  were  replaced w i th  .four newer 
'1 '1x1O-foot Scutch  boi lers bu i l t  b y  Johns-ton Bros. of Ferrysburg, IVlichigan (Hamilton 
n d ) .  Reccril f ie ld observations of these boilers reveal they were  const ructed wi-[ti 
s t e a m  drums, an unusual feaiure for Great Lakcs vossels. 

A new erirollrrient was issued .for PUKI-IAN in  February, l9118, re f lect ing a 26-foot 
increase in length. The leng-ttit lning took place in IVlanitowoc under  [ h e  d i rcc l io i i  of 
George Craig, the des igner  arid bui lder ('I908 Cert i f icate of Enrol lment; Hami l ton 
r1.d.). Tho revision irrcreased lhe gross tonnage f ro in  '1,547 lo '1,762.20, a n d  the r ie l  
f r o m  1,052 to  '1,267. The regis tered dept i i  increased froiri 2'1.9 l o e l  to 26.6 I(. W.A. 
Uoswell  was again l isted as rnaslor. It is unclear whelher the depth change 
ir idicales a i l  ac tua l  structural rnodif icat iori  o r  was a r i  art i fact of a change of 
mea s ti reino rit [I r o c  c! d tires. Ihere we re s (1r n  e ves se Is strir c t u  raIIy a I lered .to 
accorrrrnodaie atilorrrobiles. More  research i s  needed to clari fy -this po in t  for 
PURI'I'AN/COX. 

PURIl-AN was one ( i f  severill Great L.akes ships st.iitirnoried .to serve in  Wor ld  War I. 
There were  a t  least  .five o-f -the Lake Mich igan passenger-slearner f l c e l  cal led t o  U.S. 
Naval service: ~ l ' l l E O 1 ~ 0 R EROOSliVfiL'I, CI I V  OF SOUTH HAVEN, VIRGINIA, IVlAlVI'l~OU 

....and PI11lI~IAN (For1 WiIIiarrr OailV T imes Jouriral Apt-il 9, l9'18). PURITAN was 
~~~~~~~~~ ~~ ~~ _ _  ~~ 

purchased bv I l i a  U.S. IVavv iii April, I 9 1 1 3  and commiss ioned I\lovernit.ier 20 ol the 
s a m e  year' (U.S. Uepartrrierit of the Navy 1970:5:405; Lake Carriers' Associat ion ............. 

.... -.........ArirlLtal R e p o r l  'I 9'It~:'lrlc3). The ship's erirollrrtenl papers were  surrendered October  
23, 1918 (Consolida-Let1 Cert i f icate or t r i ro l l r r ien l  a n d  License PIJRIFIAIV. July 7, 197.0). 
In IVaval service, PURITAN was designalod S F 2 2 2 2 .  II was the  third vessel of ttia-t 
name to  scrve in  . [ t i t !  U.S. NilVy. 

The passerrger s teamers  were prirrt:ipeilly u s e d  .to br iny U.S. t roops back horne al lor 
t h e  Armist ice (L1.S. Dcpar t r r icn l  of the Navy 'I 910:5:405). PURIH'AIV was mod i f ied  ior  
naval service at  the l<ra.f.ts Shipyard in South Chicago, where i l  was  f i t ted oirt fo r  
oceati  service and camouflagarl. 

Nlosl L.akes passenger vessels had .to be struciurally a l lered to a l low passage .to the 
ocean. Conteniporary pho-tographs indicate lhe bow of PUI3l-lAN was severed t o  

t h eallow passage i h r ~ ~ ~ g hcanal s v s t e i n  t o  the Attarilic (Fig. 4.19). The c u t  was 
m a d e  irnrnediately fo rward  of the pi lothouse, arid bo th  sec.tioris were apparently 
bulkheaded to rnake the passage, or perhaps lhe srtialler bow por t ion  was sirniply 
loaded arid cart-icd , througt i l  h e  passago.  

The details of PURl-IAN'S rnil i tary carccr  arc unclear. The Dic t ionary ol Arnerjcari 
~~~~~~~~~ ~ .................. .-. 

Fighting Ships (U.S. Depar-trrreiir of Lhc Navy 1970:5:405) indicates the sh ip served as. .  

a .troop trarrspar-t, and i t  was later repor led that thc ship had spcnl  some of I ts t i m e  
operat ing i c i  t h e  English Channel  (1-oledo Blade tVlay 29, 'I 933).  Some sources state  
I h a l  PURIVAI\I, aloncj w i th  o ther  ILake passcncjel- steamers, served as  a mine-layer i r i  

. . . . . . . .the  Nor l l i  arid Bal.tic: Seas (Lake Carri  ' Assot:iaijon 'I933:35-313). Dana Thornas 
~~~~ ~~ _ ~~~~ 

Bowen recorded .tha.t PUHI I A N  was i 1 ;IS a training ship for recru i ts  (Bowen 
1952:3(38). Another wr i le r  s ta ted t h a t  PURIl-AN saw n o  act ion or service a l  at\, but 
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spent the t ime laid up in the Boston Navy Yard (Hamilton n.d.). 
research is needed t o  clarify PURITAN’S military service. 

Further historical 

Apparently, after PURITAN was decommissioned, it was sold to  a private company 
and rebuilt t o  resume the Lake passenger trade. The rebuilding took place a t  the 
South Chicago Drydock in  the spring and early summer of 1920 (Hamilton n.d.). 
PURITAN was redocumented on July 7, 1920 t o  the Chicago, Racine and Milwaukee 
Line, whose agent of record was James F. Gallagher of Michigan City, the same 
agent who served the Graham and Morton Transportation Co. before the war 
(Consolidated Certificate of Enrollment and License, PURITAN. July 20, 1920). 

The newly rebuilt passenger steamer was chartered to  the Michigan Transit Co. of 
Chicago, which purchased the vessel outr ight in May, 1924 (Consolidated Certificate 
of Enrollment and License, PURITAN. May 23, 1924). 

The Michigan Transit Co. utilized PURITAN in the ”Direct Overnight Service to  Cool 
Northern Michigan Summer Resorts” (Advertisement that appeared in the Chicago 
Herald and Examiner June 24, 1925). Tri-weekly express service left Chicago 
Mondays, Wednesdays a n d  Saturdays at 6 : O O  p.m., with the first run of the summer 
season on June 27. The towns served were: Ludington, Hamlin Lake, Epworth 
Heights, Manistee, Onekarna, Portage Point, Frankfort and Crystal Lake, with service 
extended to  Glen Haven and Traverse Bay on Wednesdays. PURITAN served on this 
resort run wi th  the steel steamer MANITOU. Both vessels accommodated 
vacationers’ cars (Chicago Herald and Examiner July 8, 1926). 

In the severe storm of December 6, 7 and 8, 1927, PURITAN broke from its moorings 
in Muskegon Harbor and drifted around with no one aboard. Buffeted by 
65-mile-per-hour winds, PlJRlTAN dragged its winter moorings -- steel cables fixed 
t o  large concrete blocks that had been buried 6 feet deep and came to rest 
against an abandoned pier a t  East Lake. The huge concrete blocks that were 
dragged by the ship prevented serious damage t o  the hull when the ship hi t  the pier 
(Detroit Free Press December 9, 1927). The same storm sank the canaller 
KAMLOOPS on Isle Royale. 

The resort and passenger cruise vessel PURITAN was idled in 1929, just before the 
demand for recreation cruises and passage t o  the northern Michigan resorts was 
virtually eliminated by the Great Depression. The ship was docked a t  Manistee 
[Hamilton n.d.1. 

After the idle t ime a t  Manistee, PURITAN was purchased by  Isle Royale 
Transportation Co. The Enrollment Document for  the purchase (May 22, 1933) 
registered the name change from PURITAN to GEORGE M. COX. The Isle Royale 
Transportation Co. was an Arizona corporation headed by the man for which 
PURITAN had been renamed. 

George M. Cox was a millionaire ship builder and brewer from New Orleans, and a 
large stockholder of the Duke Transportation Company. The new owner had refitted 
PURITAN in a grand manner. “ 1  never had to  shine shoes, but if I did I would try to  
do jt better than t h e  other fellow, and I am going t o  follow this same procedure 
wi th these boats,” he said after the refitting and renaming of his company’s newest 
boat was complete. ”The boats are elegantly equipped and everything that can 
possibly b e  done will be offered for the passenger’s pleasure. The ships, however, 
are going t o  remain clean ~~ there’ll be no gambling or disorder if we have to 
sink them first. Our purpose is t o  supply t w o  ships, and perhaps more, where every 
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Wreck  Everit 

COX arrived i r i  t iocigtiton a n d  t i c d  up 3.l he Periitisula dock around noon aftct- i t s  teri 
hour run. Tho vessel  w a s  opc t led  for itis[)ec:lion a n d  tiuriclreds O F  local resideti ts 

........ .. 
~~ ~~ ~~t ou red  i i i e  f inely appo j r i t ed  cru ise strip (Dai ly  Miri ir ig.GazclLc! May 28,l933) .  

GEORGE M. COX lei1 Satcti-day aftcrriooii, May 21, '1933,for lslc Koyalc, but COX r i i r i  
hard agrourid off Ltie wesL erid of Isle Royalo sotneCirne bcforc G : O O  p.m. Saturday 
evcniny while those 011 board a t e  ditri icr. The s learncr  IVIORI<IS S .  l'f3EIVIAlNE 
i n  tercepted a w i rc lcss  SOS rrrcssage frorri ihe str icken s h i p ,  ar id the firs,t word 
reached  L Iocigli~~oria b o u ~8 : O O  prn. Word or ihe disaseer w a s  received by Capl .  Fred 
Sol l r r ian o f  'the Portage Carial Coast Guard via FL. Williuiri. I tie Coast Guard  l c f l  

.for [ l ie w r e c k  si-Le (Daily ~~~~~ ~ ~ ~i t r l r r ied i i i~~c ly  W l i r i i r i ~ j  Gase l lo  Wlay 28,19'33). 

On the  2Btti the seory of t he  wreck ap[)eaIed ir i  ,the newspapers. The New Orleans 
Ti m es-Pic a v II  r ie I: a rr ie tl a (1 E l i ]  iIe d rep  or 1 prorriirIe ri t I y rri en l  ior iiri'j t 11e pres ideII1 o I: 
Isle Rovale Transit  Co.,  a ros idc i r i  o i  New Orleans: 



Four persons were injured, one seriously, in the wreck, the first 
on the Great Lakes this season, but no lives were lost. The four, wi th 
George M. Cox of  New Orleans ... and a nurse were brought t o  Fort 
Williams by the freighter M.S. TREMAINE and placed in a hospital .__. 

Mrs. Cox said Sunday afternoon that she talked with her 
husband Sunday morning a t  Port Arthur, Canada, by long distance 
telephone and that he suffered no ill effects f rom his harrowing 
experience. 

The GEORGE M. COX, making her first t r ip of  the season, was 
en route to  Port Arthur, Ont., from Chicago t o  pick up 250 Canadian 
residents and take them t o  the Century of Progress Exposition at the 
latter city. Thirty-two o f  the persons aboard on the out bound tr ip 
were passengers .... 

Plowing through a heavy fog, the stearner, wi th its passengers 
a t  dinner, struck an extended ledge 03 rock a short distance from Rock 
of Ages Lighthouse with such force that her engines and boilers were 
ripped loose. The impact threw the passengers to  the salon floors 
and sent tables and chairs crashing against the walls. 

Keepers of the Rock of Ages Light said they saw the spars of 
the steamer above the low-hanging fog and made frantic but futile 
efforts t o  attract t h e  vessel's attention wi th the siren. A few minutes 
after the vessel struck she had broken open and filled wi th water until 
her t op  decks were awash. 

Only the, fact  that the Lake was calm enabled the keepers of 
the light and the crew of the steamer t o  transfer everyone t o  small 
boats and rafts and avoid loss of life. 

A description of the wreck was given by t h e  23-year-old ship's s taf f  nurse, Adeline 
Keeling, who  was ' taken t o  Port Arthur with Cox, the injured passengers and crew 
(New York Times. May 29, 1933): 

"There was a heavy thud, fol lowed by a series of crashes," said Miss 
Keeling. "The passengers were at dinner at the t ime. I saw a heavy 
buffet slide across the floor and crash into tables a n d  a partition. I 
was in my stateroom and was thrown against a door and stunned. 
The stewardess, Beatrice Cote, helped me t o  my feet, and was herself 
knocked down in the second crash. She injured her back. 

"There was no panic, but the steamer listed heavily t o  port  and 
the passengers and crew rushed t o  starboard. It was impossible t o  
lower the starboard boats because of  the list of the vessel, but  the 
port  boats were lowered and ferried us all to  the lighthouse." 

Capt. George Johnson, whose actions had been termed heroic in his hometown 
newspaper (Traverse City Record Eagle May 29, 1933), recounted the wreck events 
(Superior Evening Telegram May 29, 1933): "We hit  a reef while going a t  a speed of 
17 knots. The impact was severe, causing a large hole to be torn in her side. I t  
listed t o  90 degrees and the ship's stern submerged in  about four minutes, I should 
judge." A similar quote of Johnson's appeared the next day in the Daily Mining 
Gazette (May 30, 1933) wi th  one difference: the speed was given as 10 knots. 

Although no casualties resulted f rom t h e  wreck, some injuries were sustained by 
crew members. Beatrice Cote, a stewardess f rom Manist,eee, Michigan, suffered an 
injured back; John Gancarz, deckhand f rom Freesoil, Michigan, injured his legs, hand 
and shoulder. George Williams had a head injury that was a scalp wound. Alex 
Mack, from Portland, Maine, broke a leg and injured his hand (Superior Evening 
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_ ~ ~ _~~~~~Telegrarn Wlay 29, lY33). Other repor ts  irrdica'te t h a t  Nlack's injuries were  severe 
tjurris, rattier t h a n  a broken ley. George NI. C o x  tiirnsel-F was among the injured 
(IVtanisiee News-Advocate IVlay 29, '1933), but the inclusion of Cox on the ir i jured l is t. ............ 

may  have resulted f r o m  ti is accotriparryij ig the injured to the hospital.  Other 
sc)urces staie tha t  Garlcarr' injuries were severe scalds (Fort Wil l iam Daily 'Times ._ ~. 

Joiirrial IVlay 30, 7933). 
~~~ ~~ ~~ 

Heroic det-!ds had becr i  observcd dur ing the straiicling and evacua.lion OI COX: R i t a  
t i t t l e  rekiscd her seat w i th  .the other worneri i r i  t l ic l i feboat arid assisted Deck M a t e  
IV1.L. Gilbcrt  in loading thrcc rnorc! l i tcboals be lore leaving the deck. Alex Mack, with 
a broker) leg, also gave crp ar i  early se r t  in  -the l i-kboa-ts arid on ly  left  after all .the 
wornen t iad heen taken o f i  t he  s.trickeri vesscl. Bar s teward Zoollar t ied  a rope 
arourrd himself and searchcd the ship t o  jiisure 110 passengers remained trapped 
(Wlairisicc Nows Advocate IMay 29, '1933).~ . . . . . . . . . . . . . . . . .  ..... 

Depirtcrrc Crolri - [he str icken sti ip was orderly;tt ie c rew was apparently well  
disciplined. There w a s  soiric confusion, bcil no panic af.tei- -[tie crash. Wlcrnlrrcrs of 

__the c rew rnoved among  -the p;isr;erigers arid quieted .their fears (Manis-tee News 
-Advoc:a~e Wlay 29, 1933). Wireless tnessages were  irnrncdiately sen.1 out arid the 
radio -was rriaririoii ur i i i l  tile water  q u i e t c ( ~t t ie  transrri itter. I t i e  ship was safely 
aharidorled in 110 rniriii.tes uridcr t he  direct ion o l  Capt. .Jotirkson, w h o  was the last to  

-leave the ship ( l ' rnvcrse Ci-ty Record Eagle.. M a y  29, '1933). The rernoval of 89 
passengers and 32. c rew froin COX makes l l i i s  one of [ t ie largest mass ship 
abandorirr ic! ir  ts ar id rt 'scties recorded i r i  [ t ie  t i is-lory of Lake Superior. 

Five l i fe  boats were lowcrcd on  -the port  side; .the boats or1 the starboard side were  
riot lauric:tretl bet:suse of .the cx'trcmc por't I isl .  The passerigors W C Y C  loaded into .tho 
stiip's l i lcboa.ls and towed t o  Rock of Agjes by ligti.tkeeper Johrr Soldenski's rrwtor 
launch. ' 1  tie passengers Look t i i r i is wat-tning theniselves in  t t ie  Iimi.Led quarters of 
the l igl i l l iousc, arid thev w c r c  scrved tlot cof fee by the wi fe  of .lho l ighlkecper 

~~~ ~ ~ ~~~~ ~~(Clevclanrl~ I\lews lVlav 29, '1933). 

Tho operal iorial procadt i res of the  U.S. Coas t  Guard a t  Portagc Canal Stat ion and 
aboard the  c:ulier CRAWFOR[:) offer some ir1sigl.i.t irrto the  COX rescue operations. 
About 8 : O O  p.m. t h e  Poriage Sk i l i on  received thc fo l low ing  te legram. from Port 
ArLhur: "Slearncr GEORGE IVI. COX agroui id or1 Flock 0-l' A y e s .  I r i  bad shape. Warit 
assis.l"ri(:~?" (I .elter Croni F.C. SoIItriarr, Oft icc r  in Charge, Portage Stat ion 10 John 
I-lartson, F1irreat.i 0.l- IUavigxtion a n d  Steain.lrroai l nspcc l ion  June 7,  '1933). Wilh in  10 
min i i tes ii Ii.fet3oai: arid c rew 1cf.t ,the s'tation. T h e  Portage c rew arr ived a t  the wreck 
si le a l  2 :15 a . m .  the niorr i i r ig of the  28111. All passerigors arid crew had beerr 
nernoved [roiti .tho wreck  a n d  weit! sale on Rock of Ages. 

The Portage crew transporletf  43 persons from the  lighthouse 'to Washington Island 
t iatel d o c k  on Isle Fioyale a r i d  re-turned .to Rock of Ages. Caprain Johnson requcstcd 
the  rerrioval o f  b a g c j a ~ j ~trorri i he  wreck, arid 71  bags, suitcases and other baggage 
iterris were  ,taken aboard thc l i feboat and transported 'to the  l ighthouse, arr iving 
.there a t  8:4n. Twenty  ci-cw membcrs  wcrc transporlcd l rorn the lighthousc to 
CRAWFURU wi,th s o m e  of 'the baggage, thcfri 12 more oC the COX crew were 
tra rr  s [)(I r t e r l  to Wa s 1-1 i r) gt o n tla r bor. 

The Coasl:  Guard cu l tn r  CFIAWFOR1'1 received w a r d  of the  wreck a t  i t s  dock  a t  Two 
Harbors a i  G : l O  p.rn., May  27, f ro in  TREMAINE a s  ir was trarisrriitring a message t o  
Lhe l'orl Ar lhur  rad io stat iori  addressed to t he  Parlage, Wlichigan Coast Guard 
Station. CRAWFORD) le f t  iminedia le ly  rnakii ig a l l  d u e  speed. Dur ing t t ie  trip l t i e  
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ship's log indicates that the speed was increased when additional weights were 
placed on the governor t o  increase the engine's revolutions. The officers of 
CRAWFORD assumed that human lives were at  stake. 

CRAWFORD arrived on site a t  5 :35  a.m., May 28, and anchored in 3 fathoms of 
water. Five minutes later the officer of the North Superior Coast Guard was aboard 
t o  brief the officers of CRAWFORD. Captain Johnson was consulted on the 
disposition of the passengers and crew. Johnson responded that he wanted them 
taken t o  Houghton, Michigan. The COX crew and passengers were loaded aboard, 
and the cutter proceeded t o  Washington Harbor to  pick up the people who had been 
transferred there. The Coast Guard lifeboat f rom Grand Marais had engine trouble 
and was towed t o  the Singer Dock in Washington Harbor by CRAWFORD. The ship 
encountered dense fog on the way to the dock, finally arriving a t  8:55 a m .  In an 
hour, all remaining people were loaded and CRAWFORD was underway to Houghron. 
The total aboard was recorded in the CRAWFORD log as 113 (Log of the US.  Coast 
Guard Patrol Boat CRAWFORD May 27, 28, 1933). 

Almost immediately, speculation and opinions regarding the crash were offered to  
the press. Captain John Hope Clark of ISLE ROYALE, COX's planned running mate, 
stated that COX had to  cope with currents especially strong at that t ime of the year, 
in addition t o  fog conditions. 

It is said that the light at  Rock of Ages reef is equipped with a 
theoretically efficient fog whistle, but  it is located in a so-called 
"silent zone," so  that even if the whistle is operating, it may not be 
heard more than t w o  or three miles away (Manistee News Advocate 
May 29, 1933). 

The area of Rock of Ages reef, where the wreck occurred, was generally known to 
be a particularly hazardous region. When the cutter CRAWFORD approached the 
reef on i ts rescue mission, the engines were slowed and the radio direction finder 
was used for navigation because the area was recognized as having a local  
magnetic attraction, so i t  was not advisable t o  rely on compass course for the last 
15 miles approaching the light. In addition, because of the fog  conditions, a double 
watch had been posted on the bow (Log of CRAWFORD, Sunday May 28, 1933). 

Early reports indicated that COX's first officer was in charge when the wreck 
happened, but the captain had taken over and directed the evacuation of the ship 
(Traverse City Record Eagle May 29,1933). There had been praise for the officers of 
the sunken steamer (e.g., Detroit Free Press May 30, 1933), but there would also be 
many questions. A federal inquiry was convened to  answer them. 

The federal inquiry was held in Houghton and directed by Capt. John Hanson, 
steamboat inspector, and Alfred Knights, boiler and machinery inspector. Both men 
were f rom Marquette and represented the U.S. Bureau of Navigation. They would be 
joined by Capt. F.J. Meno of  Detroit, supervisor of the eighth district. The inquiry 
convened May 30, 1933, the same day the stranded GEORGE M. COX was abandoned 
t o  the underwriters as a total loss (Daily Mining Gazette May 30, 1933). 

The first witness called before the inquiry was Capt. Johnson, who testified that 
First Mate Arthur Kronk had changed the course he had set without his authority 
after the ship had cleared Portage Lake Ship Canal (Detroit Free Press May 31, 
1933). Captain Johnson stated he set t h e  course for Fort Witliam a t  NW 1/4 N, 
which is the charted course f rom the canal t o  the Canadian port city. He then 
retired and left the first mate in charge. Johnson remained in his cabin until 5 : O O  
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-. I_ __p.m. when they encountered fog on ii cairn sea. The ~~~Daily Minirig Gazet te  (May 30, 
'I 933) ca rr ierl 1:tie [:a p.lai n' s  tcs l ir v i  o iiy: 

"'l'he sounditiy o l  the I lock of Ages fog s i ren was well 
d e L I!r r ~ iir ied," C a pta iri Johr iso r i  s a id, "at 5:20 p,rri,, exa [AIv uric t i  c) ci r 
before iL piled up on thc recf .  Continuing ori a course one point north 
of .the charted course, .thc vcssc l  proccedcd a t  a modera-te speed until 
6:lO prn. when the fog siren on Rock of Ages becarric more distinct," 
the rri a st e r tesl:if ied. 

"Discovering tha l  we were near abreast of the light, owing la a 
greater speed t h a ~1 had an.tic:ipalcd, w e  received air alarm sigiial from 
the Rock of Ages lighltrouse arid immediately I p u t  tho wheel hard 'to 
starboard and steered wcs'i for eight minutes .... At G:18, feeling 
assured w e  were al: l e a s l  two and orio hair miles wcs.tward of t h e  
IiytiLliousc, I hauled slowly to ttie tiortirwesi in order lo get a bearing 
or1 Rock o.f Ages Liytil. We s-truck a t  6:20p.rri." Visibi l i ty al: lhc t i m e  
the COX 1ii.t .the r e d  was about  one-qciar-ter of ti m i l e  or atnou.t '1,500 
feel:, according t o  Capt. Johnson, who said [he boa i ' s  s p e e d  ai: that 
t i m e  was about 10 miles per  hour. 

The change of course was riot [he ori ly problerri atlributed lo  Krorik in t l i e  
Lestirnony. Krook was al legedly one o-l- t h e  .firs[ of Itre crew .to gel: into a l i fcboai 
af,ter t h e  wreck. "One witriess sa id  . t l ra l  Kroiik sel out with one woman in h is  boat, 
bu.1 'that h e  was ordered back lo  ttie stearner ar id additional passengers werc placed 
i r i  .[tie .boat" (Detroi-(:Free Press IVIav 3'1, '1933). 

0the rs s LI bsta rit i a t e d  t t i  e c a p t a  i ri's reco 11r i  t i  (I &I of t t i  e even'ts. Joh r i  I\]elson, the 
wheelsrri;iri on t l ~ i r y  whet1 -ti le vessel l e f t  LIICcana l ,  a n d  IVI.1.. Gilber t ,  .Ir. agreed wi l t i  
the captain's test imony. "l\lelsori s.tate(l t h a t  when t h e  COX le f t  'the car ia l  tie was 
sleeririg norltrwest one-quarter nor.t!i, arid abou l  55 rrriiiu-tes out Irorn ltie cana l  h e  
was d i rected to  changc thc coiirsc 'to northwest onc-half nor.tli. When hc was 
asked who gave him t h a t  order, Nelson a i iswered:  'IVIr, Kronk"' (Detroi.t Free Press.. . . . ~ ~~ 

lVlay 31, -1933). 

Firs t  Of f i cer  Krorik was cal led to  k s l i f y  l a l e  in l h c  day, a i d  tic had nut finished hy 
the .time of adjournrneiil a1 9:15 l t ia l  night. Ilie iirquiry reopened at 8:OO the r1ex.l: 
rnor r i  irig : 

The f i rs l  mate adrnitted that tho course had been (:haiiyed from IVW 
l / 4  11 l o  NW '1/2 I\] uClor leaving Ltic carial,  hut he had not been 
yiieslioried royardir ig wtio was responsible .for Lhe charige. He said 
,that he sighied lop of R o c k  of Ayes l i&jtiltiouso about 5:00, arid -the 
l i gh t  bore NNW when Firs,[ seen, atid i'l' appeared ;it)oiil three miles 
away. 

A f k r  sighting .l:he light I<ronlc slated lhal: l ie repor.ted to ttie 
m a s i e r ,  who took  cha rge  o f  navigatjorr after t h a t  Lime. tie sa id  t h a t  
the captain hauled .to tlie wes t  for- abowt f ive rninutcs aird then 
brougtil ttie ship back mi a WNW course. 

Questioned b y  Ca[).tairi I-Ianson regarding the lowering a n d  
rnaririirig o-f The li-fe boats af ter  .the crash, Kronk admi-t-ted that .tho l i fe 
boat  of which he was in charge was the first over thc! deck, ar id that 
l ie was tlie firs.[ of.licer off .lhe boat. The  inquiry was adjuurrietl a t  th is  

-~ _ _  .~~poitit iii the interrogation (Daily lVlinirig ~~Gazette, lMay 30, '1933). 

Son'ie addiliorral ir i forrnal ion or1 lho course change appeared i t 1  ano lhe r  paper: 
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Captain Johnson was again questioned Tuesday night [May 301 and 
said he asked Kronk about the change in course when he assumed 
command at 5 p.m. 

" I  asked why he changed the  course," the captain told the 
investigators, "and he replied that I had advised him to steer chart 
courses whenever possible to obtain the correctness of our 
compasses o n  a l l  chart courses." 

Johnson's test imony brought up the question of the accuracy of the compasses 
aboard COX and the influence of local deviations, two questions That concerned the 
investigators: 

Replying to  this line of questioning, Capt.  Johnson admitted that the 
G E O R G E  M. COX steered a good course over the entire route f rom 
Manistee t o  Chicago and north as far as Houghton. In the vicinity of 
Isle Royale, Captain Johnson said he believed there were some 
variations due t o  local magnetic disturbances, but when questioned 
admitted that he had not looked up the charted variations for  that 
course on the map. First Mate Kronk said that in his opinion there 
was a one-eighth deviation t o  the west in the COX'S compasses on a 
northerly course (Daily Mining Gazette May 30, 1933). 

During the second day of the investigation (Wednesday May 31), Kronk maintained 
that he had remained a t  his post unti l  the last, and that he assisted in lowering and 
loading lifeboats before leaving the ship and departing for  shore with 17 men in his 
lifeboat (Detroit Free Press June 1, 1933). He also maintained that he did not 
change the course of COX while in command between the time they had left 
Portage Lake Ship Canal and the t ime he turned the ship over to  Capt. Johnson 
(Daily Mining Gazette June 1, 1933). 

Emotions were running high during the investigation. Kronk had gotten into an 
"impromptu fistic argument" with Capt. M.L. Gilbert, vice president and general 
manager of the Isle Royale Transit Co. The encounter took place in the lobby of the 
Douglass House Hotel, where t he  investigation was being held (Daily Mining Gazette 
June I ,  1933). 

Later during the afternoon questioning, stress of the proceedings were reflected: 
While being re-questioned this afternoon, Mr. Kronk created some 
commotion when he broke down and cried, and, slamming his fist 
down on a desk, shouted that he was being "framed by a dirty bunch 
of crooks!" (Detroit Free Press June 1, 1933). 

The findings of the COX investigation were not announced until July 8, 1933. The 
board found both C a p .  Johnson and First Officer Kronk guilty of "reckless navigation 
in a fog and inattention t o  duty." Both men were stripped of their officer's papers 
by the US.  Steamboat inspection Service (Daily Mining Gazette July 9, 1933; 
Manistee News Advocate July 10, 1333). Because no t ime period was mentioned, 
presumably the revocation of their papers was permanent. The COX inquiry 
decision marked the  second t ime Kronk had lost his papers; they had previously 
been suspended for 90 days for negligence in the loss of the freighter KIOWA in 
1929 (Detroit Free Press June 2, 1933). 
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._ 
o r i  J u t ~ e  6, '1933 (Daily .1 he wreck was atiaridonetl -to .the ~.~iidci-wriLei-:; -. - - . .. IVlir i i r ig 

Gazet te- .. .- - Junc 6 ,  '1933). Itre Errrollrr~ieritarid lLic:c;nsc for the  Coast ing and Fore ign__ 

Trade (nuinbcr 3'1) i o r  COX was sirrrerit lcrcd in Ctricago or i  .July 18, '1933. There 
was a IVlay '17 cnclurscriierrL of 21 preferred morLgnge for a to.ial 0.f $05,000 due .lo 
rnature Jul ie 1, 1933 (Natioiial Archives Ilecord Group 4'1)~ 

CECIRGI! IVI. COX re t i i s i i i cd  i n  pos i t ior i  o r 1  rhe reef iintil carly Jiity. Thc s t r o ~ i gbox, 
repor ted ly  conki ir i i r ig rtiort! t h a n  $200,1)00 in  slooks, bonds, rnoriey arid jewelry, was 
salvaged b y  t w o  Por tage Entry men, Ari l iur a n d  L r r i i I  Tormala. The safe was raised 
f rorn 35 ice1 0.f water  a n d  tiil<C?i\ .CO IVlarqirei~c, Wlichigan .July 'I 'I (Uaitv IVlining 
Gazette JUIV Yl, -1933). .I  hey reporLecl rhe ship W ~ I Sbrcakiriy u p  Cast aiid l iad a l rcady  
brokeri i n  .two; itit? stern was sinking. 



The advent of SCUBA diving 25 years later brought heavy attrition of  artifacts from 
the wrecksite. The wreck sites of Isle Royale became diving attractions in the 1960s 
and '70s. Local divers held formal artifact collecting expeditions in the mid-1970s. 
An example, relating to  COX, is the Minnesota Schaol of Diving pamphlet telling of 
their recoveries in August of 1972: 

Thirty-nine Vears after her descent, a team of twenty sport divers 
from Minnesota School of Diving explored the wreckage [of GEORGE 
M. COX]. They dove in 1 1/2 to 2 hour intervals three times a day, 
almost every week-end in August of 1972. Found were tea kettles, 
sitverware, dishes, port  holes, running lights and a multitude of other 
souvenirs ... a l l  evidence of the hard crash that night in 1933 on the 
Rock of Ages Reef. 

Most portable artifacts have been removed f rom the site. Despite the losses of 
portable artifacts, COX is still a primary diving attraction a t  Isle Royale and was 
rated as the second most visited diving site a t  Isle Royale National Park (Stinson 
1980: 15). 
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Fig. 4.17. GEORGE MI. COX a l t e r  .[Ire ' i8 :33 refi,t for l l i e  tiew lslc noyale Line. 
Appearance at the tirrie of 10:;s. U.S. h - r n V  C o r p s  o f  Ei igineers Canal Park IVlarinc 
IMuseurn Col I e(:1io 11, 
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Fig. 4.18. GEORGE M. COX as PURITAN in March 1920 af ter  service in World War I. 
US. Army Corps of Engineers Canal Park Marine Museum Collection. 

Fig. 4.19. PURITAN with The temporary bulkhead in place t o  allow passage through 
canals for ocean service jn World War I. US. Army Corps of Engineers Canal Park 
Marine M u s e u m  Collect ion. 
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CHESTER A. CONGDON: HISTORY 

Construction 

CHESTER A. CONGDON was built as SALT LAKE CITY for the Holmes Steamship 
Company of Cleveland, then managed by W.A. Hawgood. The new steamer was of 
the 10,000-ton capacity class and measured 532 feet in length, 56 feet in beam with 
a depth of 26 feet. The gross registered tonnage was 6371.49, and net tonnage was 
4,843. While under construction, the Chicago Ship Building Company numbered the 
hull 74. The steel bulk freighter had 32 telescoping hatches 9 feet wide, on 12-ft. 
centers, wi th three compartments of 3,700, 3,100 and 3,400 tons, for  a total capacity 
of 10,200 ions. The ship carried a crew estimated at 19. 

The Chicago Ship Building Company departed from its tradition of launching i ts 
vessels on Saturdays when SALT LAKE CtTY slid down the ways; it splashed into the 
Calumet River on Thursday, August 29, 1907. The new bulk freighter was given U.S. 
Registry Number 204526 when it was enrolled September 11, in Cleveland. 

The huge, steel bulk freighter was powered by a triple-expansion engine with 
cylinders of 23.5, 38 and 63 inches on a 42-inch stroke. The engine received its 
steam from t w o  induced-draft Scotch boilers 14 feel  6 inches x 11 feet 6 inches. 
Both the engine and boilers were built by the American Shipbuilding Company of 
Cleveland. The engine produced 1765 indicated horsepower. 

Operational History 

The first owner of SALT LAKE CITY was the company that had it buitt: the Holmes 
Steamship Company of  Cleveland, Ohio. The Holmes Company operated the boat 
until 1917, when it was sold to  the Acme Transit Company of Ohio, managed by H.B. 
Hawgood [May 13, 191 1 Certificate of Enrollment). 

On February 2, 1912, SALT LAKE CITY ownership was transferred to  the Continental 
Steamship Company of Duluth, G.A. Tomlinson, President. A change of name t o  
CHESTER A. CONGDON was registered by D.W. Stocking, Secretary of the 
Continental Steamship Company, on April 1, 1912. Chester A. Congdon was a 
prominent Duluth lawyer and financier who had made a fortune in mining and grain 
interests. 

On August 10, 1912, CHESTER A. CONGDON ran aground while waiting for fog t o  
clear. The ship drifted onto .a shoal about 4 miles north of Cana Island on Lake 
Michigan, and damaged several plates (Lake Carriers Association 1913:18; 1912:9). 

CONGDON ran aground again in October 7915. The ship was drawing 19 feet 6 
inches of water, and it rubbed both bilges hard white going through Grosse Pointe 
channel during a period of low water. The grounding sheared several rivets, which 
opened some seams and the vessel began leaking (Sulletin of Lake Carriers 
Association Nov. 1915:62; May 1915:18). 

Wreck Event 

T h e  newspaper tha t  contained t h e  f i r s t  report of the wreck of CHESTER A. 
CUNGDON carried the news on page 10; the headlines and front pages that day 
were devoted t o  the news that World War I had ended (Fort William Daily Times 
Journal Nov. 7, 1918). 
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The voyage t h a t  would eird wit11 one of [lie rirost cost ly  maririe disasters on the 
Lakes begaii  on November' 6,' IB'IU. At %:%8~ I . I T I .  COl\lGD01\1 left Fort WiIIiarn, Ontario, 
downboutid to Port NlcNicoll wi-Lti a cargo o l  380,000 bushels of wheal  (Lake .Carriers~~ 

._... . . . .  ~Associatiori l 9 ' t 8 : l 4 2 ) .  0L:Iier sc)ur(:es l i s t  i f i e  c;argo a s  400,000 bushels (Fori William. 
I,.. . . .  . . . .  - ~ ~Daily Tirnes -., lourrial INOV. 'I 3 ,  IS'IU), and  3!30,000 bushels (Cleveland Plair i  Dealer, 

.... ............. 

IUov. 8,  'l9lU). The yrairi h a d  beerr loadcd 21.t the Ogilvie arid Pacific elevators (Fort~-
~~ ~~~~ ~ ~~ ~ ~~~ ~~ ~~ ~William~~ Daily T i i i i es  ~Jocirnal N O ~ .l 2 ,  l9'18). COIVGDOIY had done a 'I-day 
turnaround. 'The ship arriveti ori Novcrribcr 5 and  (;leared dowrlbound on the 6th 

~~ ~ News~ Tribtrne IVov. 6,'19'18).(Dulu.~li ~~~ ~ ~~~~~~ ~ 

COlVCDOlU proceodc:d a liiilo way par;^ TtILiiider Cape, wtierc l i e  ship cricourrtered a 
ticavy sea whipped u p  by  a southwest g;ilc. AL  4 : O O  a.m. ,  Capt .  Al.itterson turned his 
stiip a r i d  reti-oatcd 7 or 8 rnilcs !(I ciilrricr wator, anchoring i inli l  1(1:15 a.m. Ry then 
the witid had abated, alttiouyti .Lhc scii was sPill running. The captairi Ventured out 
again, h i i l  a l ter  pass i r lg  Ihutir jcr.  Cape, il thick fog s c l  in .  A course was se t  for 
Passagc Island a t  '10:40 a.m., arid thc :;hip held a specd of 9 knob.  The captain's 
iii ieriliori was to n i r i  lor 2.5 hours a1 i t i i i i  spccd a r i d  stop i i  the fog held (Lake 

aliori I ~ I E I : I A T  ,143) .  "I tiycirc:tl o n  sioppirig on account of fog Uniii 
ietliiriq. A.t 8 rniiiti.Ces a-tier 1:OO iri Ltie a fkrnoon she fetched 

( f rorr i  ihc c;ipi;iiii':; a[:[:(iuii.t, ~ Fort William~ Uaily Tirnes Journal, IVov. l 2 ,~r~-.--~]roiifidt:(.J ~~~~~ ........ ...... ... 

'I 9'I 0). 
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the wreck sometime that day, November 8, and was placed aboard the barge 
EMPIRE. As the wind blew f rom the southeast a t  gale force, reaching a speed of 55 
miles per hour (Lake Carriers Association 1918:143, Cleveland Plain Dealer Nov. 10, 
1918), the crew was sheltered on the barge in protected waters a t  Isle Royale (Port 
Arthur Daily Chronicle Nov. 8, 1918). 

No loss of life resulted f rom the  wreck, One serious injury, however, did occur 
before the lightering operations were concluded, due to  the fierce gale that drove 
the salvage vessels and crew to  shelter a t  Isle Royale. Wireless operator Thomas 
lves of the barge EMPIRE was transported t o  the hospital in Port Arthur wi th a 
mangled thigh, which was smashed when he caught his leg in a hoisting gear. He 
was taken t o  port on one of the attending tugs (Port Arthur Daily Chronicle Nov. 7, 
19 18). 

The messages of the wreck that reached land on November 9 relayed the news that 
CONGDON had broken in two, and that the stern had sunk in deep water. The tugs 
had stood by as long as possible, but there was nothing they could do, although 
they stayed at the site until heavy seas were breaking over the wreck (Fort William 
Daily Times Journal Nov. 9, 1918). The steamer had broken in t w o  a f t  of the No. 6 
hatch sometime Friday night (Nov. 8th). The forward end remained on the reef in 20 
feet of water, but was in very bad condition (Fort William Daily Times Journal Nov. 
12, 1918; Lake Carriers Association 1918:143; Cleveland Plain Dealer Nov. 10, 1918). 
The 36-man crew of CONGDON returned to  Fort William, arriving on the tug 
CONMEE Saturday morning, November 9 (Fort William Daily Times Journal Nov. 12, 
1918). The captain, along with Superintendent Close who had arrived from Duluth t o  
investigate the accident, both visited the wreck on Sunday morning and salvaged 
personal effects f rom the bow section. 

The ship was declared a total loss. The newspapers noted that four-fifths of the 
cargo would be lost (Fort William Daily Times Journal Nov. 72, 1918). The crew 
arrived in port in t ime to  participate in the Nov. 11, armistice celebrations. The 
survivors of  the CONGDON wreck paraded in the streets carrying the ship’s flag, and 
a large crowd fe l l  in behind them (Fort William Daily Times Journal Nov. 11, 1918). 
“We expected t o  be somewhere on Lake Huron today,” said one of the crew, 
“instead of back again a t  Fort William” (Fort William Daily Times Journal NOV. 12, 
19 18). 

The wreck of CHESTER A. CONGDON was a tremendous financial loss. When 
declared a constructive total loss, officials p laced the value a t  more than $1.5 
million. Although the owners carried insurance of $365,000 on the hull and $369,400 
in disbursements, the wheat cargo alone a t  $2.35 per bushel was worth $893,000 
(Lake Carriers Association 1918:143). Contemporary accounts labeled CONGDON the 
largest loss ever sustained on the Great Lakes, surpassing the loss of HENRY B. 
SMITH, wrecked in 1913 (Lake Carriers Association 1918:138; Canadian Railway and 
Marine World 1918:567; Cleveland Plain Dealer Nov. 10, 7918). 

CONGDON‘s cargo of wheat had been owned by the Wheat Export Company 
(Canadian Railway and Marine World 1918:567). The lightering operations were only 
able to  remove about one-fifth of the cargo, some 50,000 to  60,000 bushels. The 
amount remaining was described in the Fort William Daily Times Journal (Nov. 12, 
1918):  

What it means in wheat--four-fifths of the whole cargo of 400,000 
bushels is unsalvageable, meaning a total loss of 320,000 bushels. In 
rnoney--at $2.24 a bushel, $716,000. In flour--net weight, 97,950 
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Fig. 4.22.532-foot long bulk freighter CHESTER A. CONGDON a s  it appeared a t  t h e  
t ime of loss in 1918. U.S. Army Corps of Engineers Canal Park  Marine Museum 
Collection. 

Fig. 4.23. CHESTER A, CONGDON aground at  C a n o e  Rocks, Isle Royale November 
1918. U.S. Army Corps of Engineers Canal Park Marine Museum Collection. 
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EMPEROR: HISTORY 

Construction 

When the steel bulk freighter EMPEROR was launched on December 17, 1910 (Port-
Arthur Daily News April 8, I g l l ) ,  it was the largest ship ever bui l t  in Canada (Duluth 
News Tribune April 9, 1911). It was built as hull number 28 by the Collingwood 
Shipbuilding Co. of Collingwood, Ontario, for  James Playfair's company, the Inland 
Lines Ltd. of Midland, Ontario. Playfair would eventually build up  a substantial fleet 
of Lakes carriers, and EMPEROR was his first large vessel. Evidently Playfair had a 
penchant for  giving his ships names that related t o  royalty, for in later years he 
would own vessels with names like EMPRESS OF MIDLAND, EMPRESS OF FORT 
WILLIAM and MIDLAND KING (Greenwood 1978:53). 

The length of EMPEROR was 525 feet, breadth 56.1 feet, and depth 27 feet. Molded 
depfh was 31 feet a n d  the  draft could go as deep as 27 feet. The gross tonnage 
was 7,031 and the registered tonnage was 4,641. The original registry number 
assigned t o  the vessel a t  its home port of Midland was 126,654. The Transcript of 
Register states EMPEROR had one deck, t w o  masts, was schooner-rigged with a 
plumb bow and elliptical stern. 

The new ship was built of steel and designed on the arch-and-web frame system of 
construction to create an unobstructed cargo hold under The 30 hatches. Each of 
the hatches was 9x36 feet wide and placed on 12-foot centers. There was an ore 
chute a t  each hatchway (Railway and Marine World Jan. 1911:89). The ship had 11 
bulkheads; the engine room was 67 feet long. 

The hull  was equipped with 7 side-ballast and water-bottom tanks with a capacity 
of 5,021 tons (Transcript of Register). The tanks were directly connected with 7" 
steel suction pipes. A combination header connected t o  sea valves and bal last 
pump atlowed the ship to  rapidly take on or discharge ballast water. There was no 
separation between the side and bottom tanks. 

The pilothouse, captain's and mates' quarters were forward; boilers and engine were 
aft wi th the crew's quarters. Between the forward and a f t  superstructures, the deck 
was clear, free of spars and other obstructions in order to  allow rapid loading and 
unloading of its bulk ore cargo (Canadian Railway and Marine World Feb. 1911:188). 

EMPEROR was powered by an inverted, triple-expansion steam engine built by the 
Collingwood Shipbuilding Company. The engine had cylinders of 23, 38.5 and 63 
inches on a 42-inch stroke, and received steam at 180 pounds of pressure f rom t w o  
Scotch boilers 15.5 feet in diameier and 12 feet in length. The engine produced an 
indicated horsepower of  1,500 (Transcript of Register) a t  82 revolutions per minute. 
Registered nominal speed was 10 knots. By the t ime the vessel sank, i ts normal 
speed loaded was 11  knots. 

The last recorded major hull modifications were done in 1944. The Canada 
Steamship Lines Company installed new side tanks a n d  tank tops a t  a cost of 
$140,000 (Toronto Globe and Mail June 5, 1947). 
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Operatio r ia l  His tory 

EIVIPEROH was launched Uecsrnber l 7 ,  lY10, but was not ready 'to go in to  
~corrimissiorr uwtil Apri l  1911 (Port Ar thur  . . . ~ ~, Daily News Apri l  8, '19'l'l). By .the t ime the  

ship was ready  l o r  ips f i rst .trip, Phe c a p i a i i i  selected'was G.W. Pearson, a n d  G. Slviilh 
was chosen to be the chief engineer for the season ( C a n a d i a n  Railway a n d  lVlaririe~~ ~ . _ _ _ - ~ ~  
World~ IVlart:ti '191'l:283). 

The huge bulk carrier's f i rst  season commenced  w i th  a major inc ident .  The ship 
broke i.Ls rnain s h a f t  in Thunder Hay, Lakc 1-luroii, atid was  lowed ( o  Dclour, Michigan 
(Canadian i ja i lway and lVlaririe World June 'I 9'1 l:5'/3; P0r.t Ar thur  

~
- I . ~ ~ ~ _, .~... . ~..... ~ ~ _ ~ 
-.-....-[.)ai lV News M a y  26, 

'I 9 I 'I ). 

_ .
I he  broken strafl on tlie first tr ip oirc was nol t h e  mos't serious rnishap 'to befall 
EIVIPEROR during i t s  Cirsl season. White anclioring in the  Cariadiari canal  a t  Sau1.t 
Ste. Mario, the ship rode over i l s  anr:hor, causi i ig  it t o  tear a hole i r i  Lhe bow. The 
f re igh ter  sank t he  few  -feel  to ltre ballorri btockiriy Ltre ctiaririel. I 1  w a s  released, arid 
after .temporary repai rs  were rrrade, proceeded on  to Nlidlarrd, Ori iar io (Canadian-. . 

Railway and Wlaririu World. I\lov. 191'l:'lO85).. . .  
-. ~ ~ ~ ~~~~ 

A cour.i' found t h e  canal  employees  .to blarnc for ordering elre f lood ing  of lhe lock 
wi thout  ir iquiriny if t h e  vessel  was rcady. T l ie  (;our{ s la led iL believed h a t  iI: was 
custorriary fo r  ttre master  o f  a vessel to s o u n d  one blasl of the w h i s l l e  as  a signal 
lo  the canal  authorit ies to  begin f looding.  A l t t iough t h e  of-ficers were exoneraled, 
the  resporrsibility was placed on the walclirriarr on board who "happened 'Po he a 
de (: kha nd r'i nd, Chc rt: ((1 ro, i r rcspo ns i h Ic'' (Ca r i  a d iil r i  1 

" 
a y  

~ 

arid Marine World 1Jec. 
~~~~ ~~ ~ . .. ....-... 

I9'l1:'1187). The cou r i  added t t i a t  i.C bc[iovecl i't ncr: y 'lor rnasters  ol' all vessels 
'to have copies o l  l h c  regulation:; cjoveriiirig [ t ie operation of locks  ar id canals .  

I n  lWay ' I Y ' l l i ,  .James Playfair  sold EIVIPEKOlt .lo the  C a n a d a  SI-earnship Liries 1-td. of  
Wlon.Lreal, Q.crcbcc. Playfa i r  was listed as [he sole owner of the 64 shares of ttre ship 
(Trar I  sI;r ip L o I: Reg isPer). 

AnoPlicr incidorrt occur red  Octclbcr 29,_I92.6, wt ier i  EIVll'E131117 was gi'ourrded on IVlajor 
Shoal inear Mackinaw Cily, lVlictiigari. The s h i f )  was r.eleasecl ur iharrr ied a t  4 : O O  that 
al ler i ioon af-ter je.itisoning 900 ions o i  o r e  (Delroi l  Free Press Oct.  27, 1926). I t  i s-~ 
n o i  known trow tlVIPE130R durnpcr l  t he  ore.  

The 1926 ore season closed Novcnrbcr 17. The season had beer) .[tie busies-[ on 
record for  eke indust ry  a i  I-lairiilton, Ontario, w i t l i  an  average of 10 o r e  carr iers a 
monih urrloadiricj a t  -the docks of ,(tie Steel Coi r ipar iy  of  Canada .  The l as t  ship o f  thc: 

. - .. ~~ ~~s ix ison lo tjririg d o w n  a caryo  t h a i  season was EIWPEINIR (Detroit  Free Press I\lov. 
20, 'I 928).  

ori Lakc Oritsrio, i l r l d  was s o o n  re leascd  ( l ' u ron to  IEvening 1 clcgl-am June 4, 1947 

Wreck Eveni 

EIVIPFRnrI s t ruck  Catroe Rocks off Isle Cloyalo ,June 4, I941 a n d  sank in  abou t  30 
.. .

minuter;. Ih ree  off icers and riiric' crew were lost. rhe fo l low ing  accouril: W a l i  
deve lopc~l.1from ,the offic ia I i11ve s t i  g aPi 11 rr of t t i  i? d Isii s let. contJ IJ t: l ed  by Ca I I a d i a r i  
officisl:; on June f; arid . J ~ J I ~2 arid 3 ,  lO47: 



EMPEROR had brought up a load of coal and unloaded a t  the coal docks at Ft. 
Wittiam. The freighter had immediately moved f rom the coal docks t o  the Port 
Arthur Iron Ore Dock t o  load ore. The loading of ore took six to seven hours. The 
f irst mate had supervised the loading and took the watch after they cleared the 
breakwall. 

The doomed ship was laden with 10,429 tons of bulk iron ore (removed f rom the 
Steep Rock Mine) stowed in its five holds when she cleared Port Arthur a t  10:55 
p.m., June 3, downbound for Ashtabula, Ohio. The ship’s draft was 21 feet 3 inches 
forward and 21 feet 9 inches aft. 

The steamer w a s  in seaworthy condition and well-equipped with suitable charts and 
sailing directions for  the intended voyage. EMPEROR was also carrying a gyro 
compass, echo meter, sounding machine, ship-to-ship and ship-to-shore telephone 
and the “latest modern type of Marconi direction-finding equipment,” in addition TO 

the usual compasses and other equipment. EMPEROR, however, did not  carry a full 
crew. There was no third mate. 

The weather was good, the wind l ight and visibility excellent. These favorable 
conditions held for  the short voyage. The navigation lights of Passage Light and 
Btake Point should have been clearly visible. Passage Island Light should have been 
visible f rom Trowbridge Light outside Thunder Cape, and Blake Point Light should 
have been visible for  a t  least an hour before the wreck occurred. 

The watch sequence established that Capt. Eldon Walkinshaw had the watch unti l  
midnight when the first mate, James Morrey, took over. He had the watch f rom 
midnight t o  6 : O O  a.m., and spent that t ime seated in a chair in the front o f  the 
wheelhouse, Evidence brought out that Morrey was in charge of loading the vessel 
in port before departure during most of the 6 hours he normally would have been 
off duty and, as a result, was probably overtired during his watch and fell asleep. 

According t o  the testimony of J. Leonard, wheelsman, who was on duty the watch 
before the accident, the courses were plotted by the first mate a t  Thunder Cape. 
The course steered from Welcome Islands t o  Thunder Cape was 138 degrees true 
with a 2 degree alteration to  pass the steamer BATTLEFORD. Leonard, who was 
inexperienced in t h e  upper Lake region (this was his first t ime steering downbound 
from the Lakehead), believed the course was altered to  98 degrees true abreast of 
Trowbridge light. The male did not  take a four-point bearing, a bearing on the light, 
nor did he use the radio beacon on Passage Light. Leonard went off  watch a t  4:OO 
and stated Passage Island Light was 10’ off the port bow. He turned the wheel 
over t o  J. Prokup. The mate did not check the course at the watch change. 

There was no record of the ship’s course until it passed Welcome Island a t  the 
mouth of Thunder Bay. At Thunder Cape Light, the normal downbound course 
should have been set to  98 degrees true; however, the court determined that the 
course was not set untit the ship was abreast of Trowbridge t ight, some 3 miles 
beyond Thunder Cape Light. 

EMPEROR struck Canoe Rocks shortly before 4:15 a.m. According t o  various 
accounts, the ship stayed afloat f rom 20 t o  35 minutes. 

By the t ime the first reports of the wreck appeared in the newspapers the survivors 
were already in Fort William, having been rescued by  the U.S. Coast Guard crew 
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aboard the '125-.foo-t, 25U-Lon cutler KtIVlBALl-, under .[t ie coirirriarid 0.f l.1. C . R  Clark. 
KIRItBAI..I t i a d  beer1 i r i  t he  vic:injt\j o i  Is le FXoyaIc rupairir ig nav igat ion l ights, a n d  was 
headed io the  C o a s t  Guard hase a t  Clevelilritl by  way of C a n o e  Rocks when t he  
distress I T I ~ S S ~ $ J ~frorri EMI'tiHOH was i i i i e rcey ied .  It took ititjltri a l r o u i  3 5  rnirrulas io 
reach Llie wreck (l.lougli.toti Daily IVlIiiinc] G a z e t t e  June 4, 'I 947).~ ~- ....... 

K1IVIBAl.L picked up 21 survivors and .the body d the f i rs t  cook, Evelyri S l i u l~ t z ,  of 
Owen Sound, Onlario. 'I'lie survivors werc! b rouy t i l  io l h c  I-or1 Williarri City Dock UII 

..
.the Kaniiriistiqtriii Hiver a t  8 :N a.m. I hey were laken horn there lo  t l i e  Salvatioi i  
Arrriy l l o s t e l .  Some o-l' .[lie survivors rriovetl .to .[tie l loy i i l  IYdwi~rdI-lotel. tly .the 
evening of lhe 5Lh, a l l  would be resictiny ,there with Canada Slcarnship Lines p ick ing 
up -the bil l (Fori Williarn 13aily T i t i les  Jourrral~ J ~ i t i o6, 'I 947).~~~ Tl ic coiripariv gave e;ich 

~~~~~~~~~~~ ~ ~ ~ 

wreck stirvivor $ I  00 for clolhes a n d  csseniials. The survivors wcre t rar is [ inr led .lo 
E IVI P t  R O  IH's dow r i  bo 11 nd cI es t i  n ti i'io II  r-I boa r t l  a Ca r i  a d I a 11 Pac i f i c K a iIw 21y sle e piI IQ car  
provided by Canada Stearnship 1-ines. 

Soon af ter  the cut ter - arrived, t t ie surv ivors  begari lo relatr! stories al lheir  yr i i r i  
struggle. l t ~ e r eh a d  been no par i i c  a l i c r  ihe st i ip struck. Eltlveir of itre crew were 
stilt rnissii iy, including the c a p l a i r i ,  who was lasi seen on  ( t ie br idge of  tiis wrecked 

~~~ ~~ ~ship (WinriIl)eg Free.-Press ,June 4, '! 947).
......... 

Two li.fehoals were lau~it:t ietl, oiit! frorri eacti side of t i le  s l i ip,  bul- bot t i  ra r i  into 
d i f f icu l t ies.  The o n e  ori .the s-hrboarrl s ide losi a bilge plug, aiid wticti .the 'I 0 sai l i i rs 
atioartl were resr:Lrutf, -Lliey were knec-deep iri water. 'Ttic! p a r i  l i r e l ~ o a ipullt?d away 
.froin i t io  wreck hut was suclted under by the stl ip when it went t lowti~ Four rricri 
were clir igirig lo ic  wfieri KIR/II~AI.I.arrived. Thc suctiorr f r o m  iho  sinking shi l l  also 
pulled crew rrieiribers below tho i cy  waiers..-.xorrie said tlioy had bccr i  drawri down 
30 to 40 feel: i ls  t he  rreicjliier siltik. Second IMaLt? I'el'er Craveri of P o r t  I V l c l l i c o I l ,  



Chief 
Lakes, 

Engineer Merritt Dedman, a 63-year-old veteran of  32 years on the Great 
was awakened when the ship struck and to ld  the fol lowing story t o  the press: 
I didn't have to  have anyone tell me something seriously was wrong. 
I threw on my clothes and went down to  the engine room. 1 l istened 
as I ran down a passage. The engine started to  race and I knew then 
that the propeller was gone. It was a case of wait ing wi th  our fingers 
crossed until the captain gave the order to  abandon ship. He wasn't 
long; about 10 minutes, I would say. (Dedman got into the starboard 
lifeboat and found himself up t o  his knees in water.) We picked up 
several men in the water and cruised around until w e  were picked up 
by the U.S. Coast Guard Cutter (Port Arthur News Chronicle June 4, 
1947). 

Peter Craven, the second mate, related his experiences during the sinking: 
As the ship began t o  list sharply the captain gave his abandon ship 
order. The first boat was lowered and floated without t oo  much 
trouble and men piled down ropes to get in while others jumped into 
the water. I jumped in and managed t o  get jn the second boat but 
she was capsized by  suction of t h e  sinking ship. Most of the missing 
were in or  about this second boat. Down we went. When I came up  I 
reached the surface a moment before the boat came up overturned. 
(He climbed on the boat wi th  Louis Gale and Ed Brown.) We were a 
wet, cold bunch as we waited for the rescue ship t o  reach us. I'm still 
shivering. Gee,  that water was cold (Port Arthur News Chronicle June 
4, 1947). 

Bill Randall, a wheelsman, was on watch near the bow of the ship. He also gave his 
account to  the newspapers (Port Arthur News Chronicle, June 4, 1947): "It was pitch 
black and I couldn't see a thing, but I knew something serious h a d  happened. 
noticed the ship begin t o  sink almost immediately at  the bow." He knew i t  was 
"only a matter t ime" before they went under. "I would say the men kept remarkably 
calm. I don't think they realized we were sinking as fast as w e  were. When the 
t ime came t o  abandon ship, things began t o  happen so fast that no one had much 
t ime to  get scared." He said water was  "up t o  t h e  winches" when the order t o  
abandon ship was given. He saw the captain rush from the wheelhouse as waves 
came over the side and toppled him on h i s  back. "I didn't see him after that" (the 
same source states that not one of the survivors saw Capt. Walkinshaw in the 
water). 

Randall noted one pathetic scene. He saw Paul Perry, a watchman, walking a t  the 
stern with his suitcase in his hand. Apparently Perry could not swim, for he made 
no attempt t o  jump overboard with the others. "He didn't say a thing. He 
stood there and  went down with the ship." 

Only one account located mentioned exploding boilers, Night Steward 
Laframboise said he was cooking a meal when the ship struck. He rushed  out 
helped launch a lifeboat. 

1 helped pull two men into the lifeboat, and they were still jumping 
from the sinking freighter when the boilers exploded. Instead of 
drawing us in, the force of the explosion pushed us out .... That was 
lucky. t was careful to  steer  the lifeboat straight awav from the ship 
as  she went down, otherwise, if we had been traveling in a parallel 
direction, I don't think we'd have made it. A few hundred feet ahead 
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wc saw a rock sticking out o i  ihe water, so we m a d e  'for it and 
discharged our cargo. Ttier-1 we went back to p ick ~ r psornc inore  
su rv i vo rs  .... By t h i s  i'irrie [ t ie  stlip had gone down. O n  the way over 
to the Coasl  Guard cu t le r  we [ i icked L I ~ttie body of the f i rsi  cook, 
Nlrs. Shulir .  Her clothes were .tori) and I f igured she werri d o w n  wi-th 
'the boat, a n d  .tlicii was blowri LO l t i e  surface wtieri -the hoilers 
exploded (IVlonlreal Gazet te  Jul ie  5, 'I 941). 

The Al broc t i1 ilt;Co ti ti t be1ow co r i  i ra(1 i {: t s w t i  ii i lLa f rarri ho is e tho 11$1h-L 11 a p p c 11cd to 
Shul tz .  A1brer:li.i was on t t ie  ar'i deck with a l l  rhrt le o f  the wumeri when the ship 
wen.[ down and saw them aboard B lifeboat. -I his was app;lrerilIv i t ic p o r l  l i feboat 
that capsized from the suciiori o f  t h e  ship sinking. 

]\lick Toniia would rerriernber his .lirsl: voyage ;IS a ~ i l i l ~ r .  jurnpc!tJ over  .the side. I" 1  
went under pret ty  deep and when I ca r i i e  u p  I hit rny k ) re t i ea t l  [ i n  Lhe over turned 
lifeboat. Then I swain to a m a l l r e s s  aiid stayed 011 iI: urilil Llre oilier l i iebosl  picked 
irie up The walcr was like ice" (Fort Wil l iain C)aily T i t r ies Jourri;iI Jurie 4, '1947). 

~ ~~~ ~~~~~~~ ~~ ~ ... .-

The IVliririeapolis~ _ _ _ _ _ ~~ Star (June 4, 'I 947) carried the  experiuiicc! of Err icsi Albrecht, '18, a 
coal passer who was the youngcsl- of .[he '2'1 su rv i vo rs .  Athi-ur:tii wiis prepar ing .lo 
yo io  bed wlieri he learned lhe  ship was going down. When he I-teard ihc news he 
dressed rapidly, grabbed a l i fe  ja(:kcL a r id  rust led Lo ifit! aTtc!rdot:l;, where tie helped 
lower [t ie iwo l i l e h a t s .  He  waited ulrlil Llie three wninci i  cooks were aboard a n d  
star ted Lo follow thsrri. 

Before I got  i n l o  t he  b o a i  I was slaridirig b y  the after housc.  ' ]hen tlie 
ship gave a lunge arid waier c a m e  gu:ili iri<~over  l i lce 21 walerrall. lhc!  
port lifeboat was .thrown aga i r i s i  ilie a f te r  l iocise h u l k l r ~ a d ,  wi-It) 
sevcral persons in i t .  I tliougliS rnv  time had come as the  boa i  
threatened Lo piri rnc! to lhe cabirrs, b u t  luckilv I was  j u s i  brkiised and 
CUT a bi i .  The next  ttiirig I Imew I was i n  the walcr,  r'loatirig wi-tti . the 
jac lwc .  ' I t i t !  port l i f e l x ~ a l -w a s  overicirr~erl  arid a few ,feet away. I 
couldn't: swim iri .that wa'ier, it wiis s o  ~ ( i l d ,so I dr i f ted to Che hoa i  
and h u n g  on i t  until 1 saw Chc c:uLLcr c o i y i i i i g ~  

Emil Savereux, deck h a n d ,  said, " 1  W i l s  bounc:eil out  ol' m y  ber th  .frorri il sound sleep 
wtieri t he  crash came." I-le adclod, " 1  r a i l  dowri irlto [he dunnagc roorn. Thcrc Ihe 
second rr iate .told 'the rneri i o  put on l i fe  hclt:; arid p reparc  -[ho lileboais Lo be 
lowered. I .then jurnped into ltic waier  ... a sinkin:] scotion ui' the ship drew i i ie  arid 
the secoi id  cook, lVlatiel Cochra r ie ,  under i t i c  water. The su(:i:ioii was bad, b u l  I 
f0ugh.t m y  way to the sur.facc ai id came tip in a life ririg ._.. i was later p icked up by 
a lifeboat a n d  broughl to  safeiv (Fort Willi;irn Daily ' l i m e s  Jourrlal .June 4, l947) .

. .... ~ 

The su rv i vo rs  were a hardy lot. Yourig Albrechl, who was jirsl s la r l iny  tiis caroor a s  
a l h k e s  sailor, said .from his hospital  bed Chat he w a s  planning t o  ship out again in a 
few weeks. Perhaps fie suiri lnetf  up ttif! aCti.lude shared h y  s o m e  of .the other  
survivors, a n d  rrianv of -those who had m a d e  the i r  l iv ir iy or) \ t ie  Croat  Lakes, when 
he said, "We can't  let one l i l t l c  sthipwreck ye-t [I:; clown'' (For( Williarrr Llaily '.Kiines 

.. .. .. . .... . . . . .. 
Journal June 4, '1947).- ~~~~~ 

Shortlv after t h e  survivors re.turiret1 s i i fe ly to For t  Williarn, .tho sc?arr:h for the in iss ing 
was resumed. KIIVIBALL's Lt. Clark a r i d  h is  crew of  12 lefr po r t  abt)c.i-L- I ' l : O U  o'clock 
the rnorniiig of June 4 lo  "huril around Canoe Hocks for survivors and bodies" (Porl. 
Arthur INew Chronicle June 4, 'I 947).. . 

'I 80 



-- 

Alan J. Linfool, general agent, announced that Canada Steamship Lines had 
chartered another vessel, COASTAL QUEEN,  owned by the Northern Engineering 
Company, to go to the wreck site to  continue the search and also t o  attempt 
recovery of  bodies still trapped on board the wreck. COASTAL QUEEN had a diver, 
E.J. (Doc) Fowler, aboard. Fowler was a veteran diver who was employed by Pigeon 
River Timber Company and was on loan t o  C.S.L. (Fort William Daily Times Journal 
June 5, 1947). Small l aunches  were also aboard QUEEN t o  enable the many small 
bays and inlets of  Isle Royale t o  be searched. The charter vessel left a t  6 : O O  p.m. 
(reported elsewhere as 3 :OO p.rn.) on the 4th and diving operations were planned for 
that  evening (Montreal Gazette June 5, 1947; Toronto Globe a n d  Mail June 5, 1947; 
Fort William Daily Times Journal June 5, 1947). 

KIMBALL's crew found the body of another woman during the search they conducted 
after returning to  the site the afternoon of  t h e  disaster. It was identified as that of 
Marie Tobachuk, a porter. She was found about 4 miles f rom the site, floating 
upright, supported by her life jacket (Fort Wiltiam Daily Times Journal June 5, 1947). 
The Coast Guard returned her to  Fort William that evening (Montreal Gazette June 5, 
1947). The two lifeboats and a company raft  were also reported in the same 
general area. 

At  first there was some confusion regarding the number and identity of the missing 
f rom the wreck. The official company list af the dead a n d  missing released f rom its 
corporate headquarters in Montreal named only 1 1  persons. Company officials in 
Fort William stated that there were indeed 12 missing or dead. The 12th missing' 
crew member was J. Prokup (also Proykop and Prohupof), a wheelsman. Prokup had 
replaced J. Sepchuk, who [eft the ship the night before it sailed. Sepchuk had 
surprised everyone when he walked into the company headquarters on the day of 
the wreck to  pick up his pay (Toronto Globe and Mail June 6, 1947; Montreal 
Gazette June 5, 1947). 

�MPEROR's crew usually consisted of  35, but two men were left behind when i t  
departed Fort William on its last t r ip (Montreal Gazette June 5, 1947). 

Malcom Melsaacs (or Mclsaacs, Winnipeg Free Press June 5, 1947) and Melville 
Anderson were the two men on the normal EMPEROR crew roster not  aboard when 
the ship took its last voyage. Anderson, a wheelsman, had been suffering f rom eye 
trouble and stayed ashore (Fort William Daily Times Journal June 5, 1947). A day 
earlier, the same paper stated that a fireman and third mate were not on the ship. 

This would have been Melsaacs second tr ip on the Lakes. His luck had changed for  
the better. As a salt-water sailor, he was torpedoed three t imes during the war 
(Fort William Daily Times Journal June 4, 1947). 

James Buzzje was not as fortunate as those who  had missed the boat. Buzzie, who 
was among  the missing, shipped aboard EMPEROR as a coal passer on June 3 
the ship's last night afloat (Fort William Daily Times Journal June 4, 1947). 

Capt. Norman Reoch, operating manager of  Canada Steamship tines, to ld  the 
newspapers that his company's ships had the most modern safety devices 
obtainable, and apart f r o m  that, 

"EMPEROR was one of the most seaworthy ships in the company's 
lines. We feel that our f leet is one of the best-maintained fleets on 
the Great Lakes. There has been more safety practice on the Great 
lakes in the past 10 years than ever before, in view of the fact that 
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operators are endeavoring 'to obtain lesser  prerriiurris on insurarice 
rates---and with telling results" (Torowlo Globc! arid IVlail JLIIIC 5, '1947).-. 

Raoch's corrrrnerils were ir r  response .to those made b y  lklarry Davis, presidcril: o-f -the 
Canadian Searnari's Union t-lororil-o Globe a n d  IVlail .June 5, '1947). The night of the

I-._.....,...- ~~ ~ ~ 

wreck, Davis had called .for an itnrriediale itives.tigatiori into the sinking, and 
demanded itral the C.S.U. be ropresewted oii a n y  board sct  t i p  t l i a l  would probe Iht! 
worst Lake tragedy in 5 years. "'Ioo i r iar iy LaItc sh ips arc far too old tci b e  sai l i r ig 
witt i  such tieavy cargoes as ore, and a l together  t o o  rnany sa-fety regulaliotis are 
being violated. It i s  high time to c a l l  a tiall t o  ,the needless Lragedies." 1-le staled 
that ttie uriion Ihad always fought for adequarc  sa fe ty  regulat ions arid would 
con-tinue lo  do so. "We o-f the  union mourn Ihe loss of these r r i cn  along wi ih  their 
relatives. We consider, however, t h a t  ttic! hes.t rnerriorial to  .those las-t in this 

~-~.tragedy is to ensure such future caiarrtities shall rial .take place" (IVIontrcaI Gazette. 

June 5, 19.17). Caplain Rooch, however, labeled -the Davis stciCorrient iis that of "an 
opportunist," and stated .tha.t Lake ships are inspecled periodically by the British 
C o  rp Registor (a c Iass ifica L io r i  sociely) a t i  d a p p roved hy Thc S-i-e21 rns hi11 I r i  s p ec L io r t  

Service, Ottawa (Torcinto Globe and Mail June 5, 'I 947). 
~~~ ~ . ~ ~~~ 

1-hrcc invesiigalions were soon opened regarding t h e  cause  0.l' .the disaslcr.  One 
was begun by the US,  Coast Guard under l-tio tlirec-liori o-l' Lt. Crridr. S.D. [.:)rue, 
inspector, frorri Duluth. The Coast  G u a r d  was required tci triake an investigation, 
because .the incidenl: happened i r i  U.S. waters. The other inquiries were .itit! ones by 
the Stcamship lnspectiori Brar ich of [ h e  Ctiriadiari '1-rarrsport I lepartrnerrl- (this would 
b e  a prelitriirrary invcstigatiori, wil-h a formal inquiry to follow), a r id  t h e  Canada 
Stearnstr ip Lines, to be conducted b y  1-I.R. Haxter, of Toronto, shore c a p t a i r i  for t h e  

~~corriparry (Toronio Globe and Mail .Julie 6, 'i947). There r n a v  t iavc bcon a fourltr 
inquiry; it was reported t h a t  the Fort Wiltiarn coroner was a l s o  irivestigatirig ttie 
cause of ttie accident  (Houyt-Pori Daily IVlininy Gazette- Juii, 5, '1947).~ 

The mos t  iri-formative doctimt:nt 0.t t h e  rriariy iriquiries iri.to -the wreck is Lhat 0.f "The 
Preliminary lrrquiry into thc Circurristaiicos c:onc:erriitiy .[tie Sinking of the 
S .S .F:tVI PER0R; Co ri d uc ted b Capi. W.N . Morrison, S uporviso  r B n d txa rriirier of 
Masters and Mates  for  ttrs Depar-i-riien.toC Transport, Province 0.i' Ontario on .the 61h 
day of June 1947" (Caiiadiari Archives). Ten o i  the  survivors wet-e interviewed uncler 
oa t I1 a rid t t i  e q ues t i o  r is a r i  tl a r i  :iw ers il re  cor i  l air ii:d w i 111ii1 t t i  is d oc II iri e r1.t. 

The Carradian Legislature oxpresscd its concern over ttru wreck. IVlore navigational 
aids were uri jed i n  i t i t ?  Commons  as a resi i l l  of t-NIPKHOli's loss. T.L. Cht i rch led  the 
discussion. C h u r c h  declared . t I ~ a lthere were no aids .to naviyaliori on 'the Lake a t  
itie spo'i whcrs the sliip struck the reef, and tie asked wtia-t the goverririieni was 
going to do to protect shipping. Transport IVliriister Ghcvrier replied that if Church 
knew the facts ,  ha would riol IriaIte the shicmenl 's he did (IVlontreaI .Gazette .June 6, 
'I947). 

Apparently .the Canadian Searrian's Union also conducted an inquiry on ihe wreck. A 
repor t  o.f i t s  findings was released .June 'I 8, arid excerpts a i i d  company responses 

._.appeared in t h e  press (IVlorilreal GazetLc Jurtc? 'I 9, 'I $341). In Hit: union's rer)or.t, I . G .  
WlclVlantrs, rialiorial secretary, ctlarged lhiil RII  oi i icer ol' ElVIPtlROR had disregarded 
warriiriys that ihe strip was ticarirrg dangerous rocks, arid .that, clue t o  "rusty dijvi-ts, 
.(he crew had dirficully in lauriching li'letioats." According t o  IVlclVlarius, survivors o-l 
-the sinking told tho union .that the ship hod been sailing shor l  one ma le  sir ice ttie 
beginning of the season, arid the  chiet atid secorid ina'tes had sha red  the rrrissirrg 
mate's wages between thern.  The union charged lur.l:her IhaL contrary l a  the 
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regulations of the Canada Shipping Act, no lifeboat drilis had been held aboard 
EMPEROR that season. McManus went on to  say that "facts revealed by 
Investigations conducted by the union" had moved the union to  request the 
government t o  include C.S.U. representatives in the government inquiry board t h a t  
was investigating the sinking. The union wanted unlicensed survivors to be called 
as witnesses during the inquiry. 

Capt. Norman J. Reoch issued a statement in response t o  the union's report on 
behalf of Canada Steamship Lines (Montreal Gazette June 19, 1947). He declared 
the report "false and irresponsible." 

The formal investigation t o  be done by request of Transportation Minister Chevrier 
was announced (Montreal Gazette June 19, 1947). Justice F.H. Barlow of the 
Supreme Court o f  Canada presided, Capt. F.J. Davis and Angus G. McKay acted as 
assessors, Hugh Plaxton of Toronto acted a s  counsel for  the Transport Department. 
The investigation opened at the Osgoode Hall ,  Ottawa, July 2. Representatives of 
the Canadian Seaman's Union had been invited to  attend. 

The court findings were announced July 26 (in Court Documents): 
Honourable Lionel Chevrier, Minister of Transport, today announced 
the findings of  the investigation into the stranding and sinking of the 
S.S. EMPEROR in Lake Superior on June 4 last wi th the loss of 12 
lives. The report places the blame for the wreck on James Morrey, 
the first mate,  "who did not  keep proper watch." In this connection, 
the report expressed the opinion "that the system which prevailed, 
which required the first mate t o  be in charge of the toading of the 
ship during the period when he should have been off duty, resulted in 
his becoming over-tired, suffering as  he was f rom loss of  sleep." 
James Morrey was drowned when the vessel sank. 

The ill-fated vessel had loaded 10,429 tons of iron ore and had 
sailed f rom Port Arthur a t  10:55 p.m. on June 3. The captain was in 
charge of the watch till midnight when the f irst mate, James Morrey 
relieved h im for the midnight until 6 a.m. watch. The evidence 
indicated that the f irst mate was overtired and the report emphasizes 
the fact that "James Morrey was a man of wide experience on the 
Great Lakes, that he was most  efficient, and that he had an excellent 
record previous to this unfortunate accident." 

Recommendations of the Court of Investigation are as follows: 
1. We recommend that some system be evolved, either by 

employing a third mate  or otherwise, if feasible, to  prevent a mate or 
other officer f rom taking charge of a ship when he is suffering f rom 
toss of sleep or is in a state of exhaustion by reason of  his duties. 
We find that the eight-hour day prevails with the engine room officers 
and crew but not wi th the officers in the forward end. We cannot 
understand why the eight-hour day should not prevail throughout the 
ship, a n d  w e  would so recornmend. 

2. The evidence does not disclose, and so far as we know 
there is no requirement by which a ship is equipped wi th  a system of 
electrical gongs, throughout the ship, to  be used in case of a disaster, 
such as collision, fire or grounding. We recornmend that a regulation 
be passed requirjng at1 Lake vessels t o  b e  so equipped. 

3. In our  opinion, the  evidence does not disclose that 
sufficient lifeboat and fire drills were held to  familiarize the changing 
crew with their proper stations and proper duties, in order that the 
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EMPEROR was t h e  most recent large ship to be  wrecked o n  Isle Royale. 

Salvage 

The first diver t o  view the remains of the  EMPEROR was E.J. (Doc) Fowler. On 
Thursday, June 72, 1947, Fowler made three dives of about 30 minutes duration in 
an attempt t o  recover some of the bodies of those still missing f rom the wreck 
(Port Arthur News Chronicle June 14, 1947). The dives h a d  been planned to  take 
place during the original search operations carried out by COASTAL QUEEN after the 
wreck, but weather conditions did not  allow them to  be done. 

There are no records of commercial salvage on EMPEROR. Soon after the advent of 
scuba diving, EMPEROR became a popular diving attraction in Lake Superior. The 
continued exploration of EMPEROR led t o  the discovery of what Fowler sought. In 
1975, the clothed and preserved remains of one of the crew was discovered by 
sport divers in the area of the engine room (Houghton Daily Mining Gazette Sept. 2 
and 3, 1975). The body was discovered by members of the Inland Divers Club of 
Duluth a n d  was reported to  the National Park Service. Park headquarters said that 
no further diving at tempts  to recover the remains were planned due t o  the  depth 
and the difficulty in reaching the remains (Daily Mining Gazette Sept. 3, 1975). The 
remains were reportedly removed by Canadian divers and sunk in deep water. 
Occasional reports of additional remains have reached the Park Service. However, 
none have been verified. 
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KAMLOOPS: HISTORY 

Construction 

KAMLOOPS was built in England by  Furness Shipbuilding Co., Ltd. a t  its shipyard a t  
Haverton Hill on Tees in 1924. Built for  Steamships, Ltd. of Montreal, Canada for use 
in the Great Lakes package trade, the single-screw, steel freighter was designed as  
a canaler, wi th dimensions appropriate for passage through the Welland Canal 
system. Its primary intended function was t o  transport package freight, bu t  i t  could 
also carry butk cargo. 

The specific vessel type in the Great Lakes known as "canaters" began with the 
opening of the Welland Canal in 1829. These vessels were built close lo the 
maximum dimensions that would allow their passage through the locks. The 
original locks required a ship's length to  be less than 110 feet, the beam no more 
than 22 feet, and a draft of less than 8 feet. The Welland Canal was expanded to  
accommodate a 9-foot draf l  in 1850, and a 10-foot draft in 1872 (Murphy 
1966:393). By 1887, improvements permitted vessels up to  256 feet long, 44 feet 
wide with a draft of 14 feet (nearly double in tength over those o f  1829) to  clear the 
locks and canal system from Lake Ontario to  Montreal (Mills 1910:226-7). 

KAMLOOPS had a length between perpendiculars of  250 feet, molded breadth of 42 
3/4 feet: and a molded depth of 26 1/2 feet. Its deadweight capacity was 2,400 tons 
on a 14-ft. draft (Canadian Railway and Marine World July 1924). KAMLOOPS was of 
the vessel type built t o  the maximum possible canal dimensions. 

At each improvement of the locks, the older vessels became obsolete because of 
their increasing competitive disadvantage with the larger ships. Had KAMLOOPS not 
wrecked on Is le Royale in 1927, it might have become outdated when the canal 
improvements begun in 1913 were completed. The Welland Canal in 1932 allowed 
vessels t o  pass measuring 715 feet long with a draft of 30 feet. The locks could 
accept vessels with a beam of 80 feet (Murphy 1966:394). However, LETHBRIDGE, 
the sister ship of KAMLOOPS, survived until it was scrapped in 1961, t w o  years after 
the larger Saint Lawrence Seaway opened (Greenwood 1973:125). 

Steamships Ltd., the company that ordered both sister ships built, was a subsidiary 
of Canada Steamship Lines, Ltd., and a l l  of its principal company executives were 
also officers of Canada Steamship Lines. Steamships, Ltd. was incorporated in 
November 1923, stat ing its purposes as "to carry on t h e  business of  transportation 
of passengers, freight, etc., towing, wrecking and salvage in or over any of the 
navigabie waters within or  bordering on Canada, and to  or f rom any foreign port, 
and various other businesses connected therewith" (Canadian Railway a n d  Marine 
World August 1924:422-3). 

The first of  the two new ships slid down the ways on May 20, 1924, after being 
christened KAMLOOPS by Agnes Black, daughter of the Canada Steamship Lines 
superintendent. LETHBRIDGE fol lowed on June 14. A fairly complete description of 
KAMLOOPS was published in Canadian Railway and Marine World in Julv 1924 (p. 
370): 

KAMLOOPS is built on the longitudinal system of framing, wi th  upper, 
shelter, and forecastle decks. The double bottom, extending a l l  fo re  
and aft, and the peak tanks, are arranged for water ballast, and a 
water-tight cofferdam is f i t ted a t  the sides of [the] fore hold to  give 
added protection t o  the cargo to  meet the severe conditions of the 
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KAMLOOPS completed i ts builder‘s trial on July 5, 1924 and proceeded to  
Copenhagen to  load the first cargo, which was bound for Montreal. The ship went 
on to  Houghton, Michigan. The vessel, along with its sister, would run regularly 
between Montreal and Fort William, Ontario carrying package freight west and grain 
east (Canadian Railway and Marine World Oct. 1924:527). 

Operational History 

KAMLOOPS’ f irst season on the Lakes star ted late, when its maiden upbound 
passage began on September 13, 1924 (Detroit Free Press Sept. 14, 1924) under 
Capt. William Brian and engineer T.W. Verity (Great Fakes Red Book 1925: 51). The 
new package freighter had arrived f rom Copenhagen shortly before i ts sister ship 
LETHBRIDGE, which reached Montreal on September 18 (Canadian Railway and 
Marine World Oct. 1924:527). A cargo of pebbles was brought from Denmark for the 
Calumet and Hecla Mining Company in Calumet, Michigan. Here the crew which 
sailed on the maiden voyage was replaced by a crew of Lake sailors (Calumet News 
Aug. 24, 1924; Dec 14, 1927). KAMLOOPS passed Port Calborne on t h e  Welland 
Canal on September 22 downbound for the first t ime [Detroit Free Press Sept. 23, 
1924). 

The first season set the pattern for KAMLOOPS, whose owners continued t o  operate 
as  long as possible each season. The canaller weathered a severe storm on its last 
downbound run of the 1924 season on December 13 and 14 when winds of 50 t o  60 
miles per hour and a temperature of 6’ below claimed a t  least  one vessel bel ieved 
wrecked near Eagle Harbor on the Keewenaw peninsula. After the  storm, 
KAMLOOPS, along with MIDLAND PRINCE, MIDLAND KING AND LETHBRIDGE, each 
with a load of grain, were a l l  reported downbound on Lake Superior, while other 
vessels were laid up in the  shelter of Isle Royale (Marquette Daily Mining Journal 
Dec. 15, 1924). The four ships soon became trapped by ice in the St. Mary’s River, 
and t w o  tugs of the Great takes Towing Company were dispatched t o  assist them. 
Those four vessels were the last of the 1924 season to  pass through the locks 
(Marquette Daily Mining Journal Dec. 17, 1924). 

The 1925 season began f o r  KAMLOOPS in April, when it cleared Sault Ste. Marie on 
the 20th a t  3:30 upbound, and again on the 23rd downbound (Detroit Free Press 
April 21, 23, 1925). In October the freighter was held up with 10 others of the grain 
fleet during a downbound run by the grounding of W. H. DANIELS in the Welland 
canal aqueduct (Detroit Free Press Oct 12, t925j .  The remainder of  the season was  
uneventfuI. 

The first downbound run of the 1926 season began May 3, when KAMLQOPS cleared 
Detroit a t  3:OO am (Detroit Free Press May 4, 1926). The ship ended i ts th i rd season 
like the first -- stuck in the ice. This t ime there were not four ships stuck in the St.  
Mary’s River ice, but more than 100. The 100 ships were caught in the  channel near 
Neebish Island on December 3 ,  the s a m e  location where KAMLOOPS had been 
trapped earlier. That event was the largest ice jam in the history of upper Lakes 
shipping, according to  contemporary references. The soft ice halted all progress of 
the steamers, and even the powerful tugs made only slow headway through t h e  
slush that: in places was 12 feet thick. The problem was increased by the  fact that 
there were about 2,000 people aboard the jammed ships, and supplies ran short 
(Detroit Free Press Dec. 4, 1926). 
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The wealtier worsened, a n d  a 35-mile.--ari-hour northcast w ind  pushed the 
.temperature to '12 be low zero, lurnir iy -the slush 10 ice. Every availati le tug in  t h e  
v ic in i ty  was siirrinioried, and 'the s tee l  car ferry SA1N1-E IVIARlf was  brought  out 'to 
assist i r i  the st ruggle to  free [he trapped f1cc.t. Truck loads of food were shut.Cled to  

..the ships by  .(lie tugs (Detro i t  Free.~ Press- l lcc .  5, -1926). 

On December 5, seven inches of snow tell, 'further corripticating .the rescue effort, 
wh ich  a t  this .time was ass is l ing 40 upbound arid 65  downbound  boats in the 
channel. The ~lhorti~cjeol coal became cri.tical or1 some vessels, and efforts were 
begun to purchase c o a l  frot i i  -tho upbound carr iers because none was avaitatrle a t  
.the Saull .  l lu r i r iy  this blockade t'riore vessels le f t  Port Ar thur  loaded wi th  gra in  to 
get  their 1as.t run  in t)eCorc 'the i ce y o t  'loo thick 10 be bi-okeri b y  the harbor  tugs 
I..__..__ . . . .(Detro i t.-. Free Press Det:. 6, 1926). These vessels fel l  i r i  behind those already 
ice-bound i r i  -the S'i. IVlary's Kivcr. 

The upbound f lee t  was  rclcascd the  next day, bu.t -the nuniber  ut t rapped  downhound _ _
vessels g r c w  to  711. I tie pr i t \c ipa l  obs l ruc l ion  was COULEE, wh ich  was stuck riearly 
crosswise i r i  t t ie  charinel. Teri thousand t o t i s  of  coal were  purchased bv t t i e  Lakc 
carr iers'  Associiition, whose mcrrrhers were los ing an  est imaicd !&SO,UOO a day as a 
result 0.l .the ice jam,  a l thoug l i  Sau1.t rrierctiarits were rriaking $1 5,000 a day f ro in  

(Detroit  .[Free Press Dec. 7, 9, ,1926)~prov id ing supplies tm t he  inert grain -flt?e'i: .. -

By Decerrrher 7 ,  the number of b locked Lakc carriers reachcd 90. Experts arr ived in  
growirrg numbers, as representatives o l  r;ompiiriir?s and the r iow idle gra i i i  cleva'tors 
jo ined the  effort. COULEE was released, hut the  n c x i  ship in line, GENERAL. 
GARRC'I'SON, t>or:;iiiie I rappod,  IraUing fur-l-her rcscuc  efforts fo r  .tha-t day (Ue.troil f~~ Tee,_ 


Prcss Dcr:. 8,  1926).

_,- ~~~~ 


The -trapped grain carriers, now rriore than 'I 00, begati rr ioving down the r iver 
-. .. .. . .. ~ .  Dec. 9,r1et;elnber 8, but were held up For ariother 1% hours  (Detroit Free Press 
-. . .. . ~-_______'1926). l ' w t ? n t y ~ . s i xf rc iyhters  were  -freed on Docernher 9 (ne - tw i t  I-ree Press Der:. -10, 

1926). However, KAlVlI-OOPS was no l  orie of ihe l o r l una te  vessels, be ing  39th in litie 
... ~~(Det ro i l  .F r e c  I'ress Det:. 9, 1'326). l r i  a l ist of vessels f r ccd  from t h e  ice ori 

December I0 .ttial was publisiietl i r i  ttic _____ ~ . , .Uc t ro i l  Free Press (Dec:. I I ) ,  KAIVILOOPS is  
not rrieriZioriet1, and  therefore m u s t  have been released or1 t h e  1 I t h  after be ing 
trapped i r i  itie ice lor 9 days.  t i - was KAIVILOOPS lasi voyage of -the 1927 season. 

Open wa lc r  was visible April 7 fo r  t t i e  l i r s l  'timc 01 The '1927 season at Port Arthur, 
when i i r i  i ce  breaker opcncd a channel .for Itre downbound  f re ighters  (Cleveland 
Plain. Dealer Apri l  8, '1927). KAIV11-00PS c:lc;lrod Saul t  SCe. Mar ie  uphound For the  
recently opened Port Ar thur  during the f irst run  of the new season on Apr i l  20 

~ ~ ~ _ _ _ ~ ~ .(Clevelaricl ,P la in  Ocalcr  April 21,  '192.7). The vessel was repor ted in Fort Will iarri on 
Apri l  22.,arid had clcaretl  downbound  on tht? 23rd (Cleveland Plairr Dealer Apr i l  23,-~ . _ _ ~ ~ ~ ~ ~ ~ _ _ _ _ _ _ _  
24, 1927). KAMLOOPS cleared .the Saul.l a t  9:OO a .m.  on l h e  25th (Cleveland P la in~ 

Dealer Apri l  26, '1927). 

KAMLOOPS was tec:Iiriically under n e w  ownership -the '1926 season.  On October  1'I, 
C a n a d a  Sccarriship Lines bougli'l: the vessel  f r o m  S- tea~-~ is f~ ips ,Ltd. On October 28, 
'1926 .the registry lis.l.t?rl a rriorlgage da(ot1 Cktober 19, fur $50,000,000 (a l lhough .the 
arrioun't seerns unlikely) loarioil a t G pcrccii.~ y e a r l y  interest b y  IVlontreal Trust  
Corn  pa Iiy.  

The d(.?aIi rigs b e lw e c?rI s tea m s t i  ip c c) 11I p a  iiie s B 11d I:h e va  rio us Cina nL ia I ir I  s t i  tul  io n s 
have r iot been researched by historians. 1h e  relat ionship be tween Staarnstiips, Ltd. 
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and Canada Steamship Lines, Ltd. should interest historians studying the 
development of capitalist enterprise on the Lakes, fur  the officers were the same for 
both companies, and the addresses of their principal places of business were the 
same. The details of this arrangement should shed l ight on the business practices 
of ship owners of the period. 

Wreck Event 

The last tr ip of the 1927 season would be KAMLOOPS' final trip. The doomed vessel 
cleared Port Colborne, Ontario on the Welland Canal upbound on December 1 a t  
9:30 AM (Detroit Free Press Dec. 2, 1927). The ship passed Detroit  a t  11:30. 
Apparently KAMLOOPS passed through the So0 on December 4 in the company o f  
QUEDOC, a 345-foot bulk freighter (Owen Sound Daily Sun Times Dec. '13, 1927). 
From Saulte Ste. Marie, Capt. Brian wrote his wife in Toronto, saying that the 
weather was very bad and that he was going out t o  anchor his ship (lbid. Dec. 14,-
1927). Mrs. Brian expected her husband home for the winter season six days later 
on Saturday, December 10. 

The giant freeze-up of  vessels the year before was still fresh in memory as the 
1927 navigation season drew t o  a close. A rumor had circulated from Buffalo that 
Lake ships, fearing another blockade, would end their season on November 30, but 
executives of Canada Steamship Lines denied the rumor. A company official was 
quoted in the Fort William Daily Times Journal on November 29: "We will run our 
ships as long as the weather holds good, and as  long as there is grain t o  carry. 
The experience we had last year does not deter us because w e  realize that a thing 
like t h a t  may not  happen again for  another 50 years." The executjve's declaration 
would prove ironic on t w o  counts: Company vessels would be lost  in 1927, and 
others would end their  season icebound in the very same channel as the year 
before (Detroit Free Press Dec. 15, 16, 1927). 

The day following the executive's statement, a 36 mile-an-hour northeast wind 
began, causing the upbound vessels t o  shelter overnight on November 30 a t  
Whitefish Point and The Welcome Islands. The temperature was 8OF.  a t  Duluth, 10°F. 
at Port Arthur, a n d  storm warnings were raised a t  the Soo. The temperature 
continued t o  drop as a massive cold front advanced from the northwest (Sault Daily 
Star Dec. 1, 1927). This cold f ront  would be closely fol lowed by a worse storm.-

Insurance rates were raised a t  midnight, November 30, reflecting the increased risk 
of late-season navigation. The rates were raised again on December 5, and 
underwriters ceased al l  coverage by midnight on the 12th. Navigation aids and 
lightkeepers were removed f rom the Lakes bV that t ime (Sault Daily Star Dec. 1, 
1927; Owen Sound Daily Sun Times Dec. 1, 1927). 

Meanwhile, t he  Booth Fisheries' steamer AMERICA was reported t o  have arrived a t  
Port Arthur on December 3, ice-covered after passing through t h e  storm. The 
vessel carried a load of sal t  and was to  return to  Duluth with a cargo of salted 
herring (Port Arthur News-Chronicle Dec. 3, 1927). 

The storm increased as the second front arrived, sweeping Lake Superior with high 
winds on December 5. Upbound vessels, including KAMLOOPS, had been delayed 
and anchored at Whitefish Bay. The downbound grain fleet had weathered the 
storm a t  Fort William. VALCARTIER, the first ship to  reach the Soo,  arrived heavily 
laden with a thick coating of ice, and reported temperatures of 40 degrees below 
during the storm (Sault Daily Star Dec. 6, 1927). 
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The financial pressure o f  'the Deccrriber 5 increase in iho irisurarice rates had 
promipled Curious activity a . ~the I-akehearl grain porl .  Eighteen ships of the grain 
fleet were loaded by .the Port Arltiur elevators, whict i  worked at rriaxilricitn capacily 
'to clear t h e  -fleet before l l i e  irisurdrlce rates wet i l  up. Al l  but lhree made it before 
.the rate chariged ( P o r t  Arthur INows Clirotiic:le.--. - c k c .  6 ,  '1927). 

~ 

Storrri s ignals  were  ra ised on(:(! a l j a in  on Det:einber 7, as a riorthcasL wind began 
blowing a l  20 .to 30 miles per hour. The ternperature dropped 'to 'I0 degrees: hetow 
a t  Port Arihur. 'I ' l ie passenger skeatriei- ASSII\JIBOIA was loading flour Lo beg in  ils 

~ -.-.. ~ ~~~~~~~~~~~ ~dowrihourid voyage as soon as  the weaitrer cleared (Port Arthur News Chrotiicle~. 

Det:. I ,  '1977). The trexl day the same paper  arinol ir iced Chat rio vessels had etrlered 
36Port  Arctitir or I -or t  Williarri for Lhe l i ~ ~ t  hours  (Ibid Dec:. 8). The wind:; would 

sooti  exceed 60 rriiles r)er trour, illrd 1;iler 80 tJelore t L  stor.rri subside[^. 

The sCorrri bet:arric a ma jor  blizzard. The weather remairicd at  sub- zero levels with 
lows of '10-38 degrccs  F. below zero reported. She gale was resporisihle for a t  
leas1 eigl1.L: dcattrs i r i  Alberta. IMorc t h a t i  30 p e o p l e  on lilrid losi: .[heir lives during 

. ~his storin (Uetroit Free Press. Uer:. '10, ' l9%7),wtiich was s o  sevcrc t t r a c  t r a i n  service 
was suspeiidud oti  11ie 7ktr (Fort Williambetwceri S1. Paul ,  Wirrtiipog a r i d  Wl i t i r~ea~~ol is ~~ 

...-. ... ._.Uec:. fl, '1927.Uaily Times. Jouriial. 
~~~ ~- ~ 

-1 l i e  siluatiorr oir ( l i e  L ~ l t e sgrew worsc a s  .tho s l o r m  raged Llre 7 th  at i r l  8Lh. Damage 
reports begtiri Ciltoring in on  Che 9 th :  .[tie hulk -freiyt~i.terAGAWA w a s  agrourrd in 
Lake Huron, being pounded lo  pieces; all efforts 10 rescue [ l i e  23 stranded crew 
nierribers were l t iwar led b y  the weallier. At l e a s t  20 o l l i o r  vt'sscls wt!rI! i n  distress 
or rriissing. Sever) dowii t)outi t l  yriiiri ships were overdue a1 Detroi t .  Winds 0.i' 84 
miles air tiour broke four vessels  iirrtl i i  passcrigcr steamer -frorri ttieir rriooriirys a l  
Uelroit. Ail uriidetiLi.fied b o a t  (which lurtrctl ouL to l i e  ,the bulk  treigh-ter E.W. 
OCI FI3AY) riin agroiirrd xi: S h o e  Poine; MAH'I IAN, ariothc!r bulk Ireigheer, ran ayroutid 
in '1-htinder Uiiy; AI.TAIIOC was agroL i i i t i  a1 Keweei iaw Poiril. In Lake Erie .three 

.... ...steamers ran agroutid wi ih  a ~ o i a lol' 8.1 rrieii a1)oard (Detroi-l: Free Pre 
1927). I r i  all, i ive vessels wcr'c! cvcrii- i ial ly dec la red  a to ta l  lo 
ur i d  erwri te  r:;- I<AM1 - 0  C1 PS wii s ii rri (1 rig t IIE)  irii s s ir i  CJ. 

The s l e e l  package freigliLcr WINNIPLG arrived it) f'ort Arllrcrr or1 Friday tlic 9Lh with 
the  news ( h a t  .il ic crew had sueir KAIVILOOPS a t  Wtritclisti Bay on Tiresday (Dcr:. 6 ) ~  
Wtieri -[lie s lo r t i i  firs1 t)t-okt!, WINNIPEG had laid up in Whitt?Cisli Day, but left during a 
lull. At .the upper end  of tlic Lakc, Lliick fog slowed i'ts progress arid a r i  anchor was 
ser. T h e  early rrioriiirig l i $ ) l i I  revealed ttii1.t WIINNIt'CC was or i ly  a few tiutrdrud yards 
from rocks arid had j u s t  narrowly rrtissod becoiriirrg a c:asualCy O C  ( l ie s.tortn. 
WINNIPEG arrivc:d iii p o r i  covered with to r i s  o l  ice ori ,the deck, wlii.ttl wiLh .fros.l. 

~~ ~~ ~ ~A crcwii i i i i i  of WINNIPEG described his five- day ordeal (Poi-l Ar Lhur~~~~~~ IVews ~ Chronicle 
Dec. 10, '192.7): 

I have rievor secn aiiything l ike it i r i  triy 20 years 0 . f  sailitry. -l.hct s ior i r r  
was bad e t io i~g t i ,  but  to g e t  a r:ornbina.lioti o-f gales, fogs, and 2[1" 
below zero wealher till i ~ tthe :i;\rric rirnr! is sarrrett i ir iy t h a t  h a s  giver1 
rni iny a mariner i ie rves  this l as t  f ew days.  

1he sarne rel lor i  s ta led  ilia1 ti gaiig was at work unloadiiig Ihc ship and cutl ing 
away lor is  or ice so t t ra i  " lhe stciiii>cr, I i Iw  a good irnany rrrorc, wi l l  rnakc 'one more 
irip' lo lhe  e a s l  before the c lose oC tiLivigaiiotL" 
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By December 12, grave concern was mounting regarding the fate of  KAMLOOPS, 
which was n o w  overdue at Ft. Willliarn. No word of the ship had been received 
other than that brought by WINNIPEG; KAMLOOPS carried no wireless. [Wireless 
was not required on all Lake ships a t  this time, although many carried them as 
safety equipment. Wireless was required on a l l  vessels carrying 50 or more  
persons (Sault Daily Star Ontario Dec. 14, 7927).1 

At least three other vessels were missing: SASKATOON, a Canada Steamship Lines 
package freighter; BROOKTON, a bulk freighter also owned by CSL; and the tug 
CHAMPLAIN (Owen Sound Daily Sun Times Dec. 12, 1927). All but KAMLOOPS would 
soon be located. 

News of another vict im of the storm circulated: LAMBTON, a steel canaller similar 
to  KAMLOOPS, was discovered wrecked on Parisienne Island in Lake Superior (Sault 
Daily Star Dec. 12, 1927; Fort William Daily Times Journal Dec. 12, 1927) 

The ordeal of the survivors of  the wrecked vessels ALTADOC, AGAWA and LAMBTON 
give a view of the conditions that KAMLOOPS faced. The Coast Guard dory that 
attempted the removal of ALTADOC's crew became frozen in the ice, and was freed 
only after 16 attempts by the cutter CRAWFORD t o  break a lane t o  the boat. 
AGAWA's crew was trapped aboard without food or heat for  th ree  days, and during 
that t ime the stranded vessel was covered wi th  ice 4 to  6 feet thick. The captain, 
who retired after that voyage, reported being battered by 40-foot waves that swept 
away the smokestack, spars and top deck (Detroit Free Press Dec. 12, 1927). Two 
suicides were reported aboard LAMBTON by crew members unable to withstand the 
severe conditions. These deaths, reported a s  suicides, may have been attempts to 
swim t o  shore. 

A search for KAMLOOPS began in earnest December 12. ISLET PRINCE, commanded 
by A.E. Fader, began searching the north shore (Ft. William Daily Times Journal Dec. 
12, 1927). The government tug MURRAY STEWART left f rom the So0 to  join the 
search (Sarnia Canadian Observer Dec 13, 1927). W.J. King, assistant manager of 
Canada  Stearnship Lines, announced his company was in communication with 
officials in Ottawa, and had requested the use of a government plane t o  aid the 
search (Owen Sound Daily Sun Times Dec. 12 1927). 

Speculation on the whereabouts of KAMLOOPS centered on Isle Royale. Captain R. 
Simpson of QUEDOC arrived a t  the Soa and discovered KAMLOOPS still on the 
unreported list. He gave the fol lowing account (Owen Sound Dailv Sun Times Dec. 
13, 1927): 

The QUEDOC passed upbound December 4. Beside her was the 
KAMLOOPS upbound loaded with package freight, wi th 21 [sic] men 
aboard, and captained by William Brian. The QUEDOC was leading and 
the KAMLOOPS was one-quarter of a mile astern. At ten o'clock 
Tuesday night [Dec 63, the lookout on the steamer QUEDOC suddenly 
saw a dark m a s s  ahead, and gave the alarm immediately. The 
QUEDOC turned sharply t o  avoid running head on into the rocks a t  the 
same t ime blowing the danger signat t o  the KAMLOOPS. A north gale 
w a s  blowing, there was a heavy sea, and it was rough going. The 
visibility was poor, on account of frost fog, and i t  i s  not  known if the 
KAMLOOPS saw the rock or heard the  signal. The KAMLOOPS has not 
been seen or  heard of since. She had no wireless aboard. 
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The deck load described may have been a factor in the sinking of KAMLOOPS. Ice 
was discussed as a possible factor in i ts loss, as the possibility of f inding a trace of 
the ship or  of the survivors making it t o  shore grew more gr im (New York Times 
Dec. 15, 7927): 

I t  i s  believed that the missing vessel, fighting against the mountainous 
waves which swept Superior l as t  week, foundered when the weight of 
ice formed by the huge waves as they dashed against the vessel in 
sub-zero weather made the ship unmanageable and brought  disaster 
while she was far f rom port  or sheltered inlet. 

A "well known mariner" later added (Sault Daily Star Dec. 17, 1927): 
The KAMLOOPS went up the Lake wi th  a deck load of fence wire ... 
and 1 am of the opinion that this is what swamped her. The wire was 
piled high, and water washing over the deck would immediatelv freeze 
there. It would be impossible to  remove it, and the cargo and ice 
would make one huge, heavy and solid mass .  It would be impossible 
to  remove the ice or the deck load under such conditions. O t h e r  
boats have nearly come to  grief i n  Lake Superior f rom the same 
cause. I suggest this as being responsible for the loss of the 
KAMLOOPS, and I believe I am right. The KAMLOOPS became over 
weighted wi th  the wire and ice and turned over and sank. 

The speculation of the mariners of the Lakehead was somewhat different (Port-
Arthur News Chronicle Dec. 16, 1927): 

Unless something unforeseen has happened, broken 
steering gear or sprung plates, t he  KAMLOOPS could 
have made some beach or shore line, is the general 
opinion of mariners. The KAMLOOPS was a staunch 
vessel, heavily loaded perhaps, but nonetheless the ship 
could have been able t o  weather the storm, or seek 
shelter. Mariners do not  think the Captain of the 
KAMLOOPS would allow sufficient ice t o  form on their 
decks t o  put  her in danger of sinking, He probably knew 
his posit ion and, if danger of that kind had arisen, it is 
more than likely the Captain would have made a run fur 
shore to  beach his vessel, is another opinion. 

As more t ime passed without a trace of wreckage, and hope was reluctantly 
abandoned, the general feeling grew that KAMLOOPS would remain a Lakes mystery 
(Sault Daily Star Dec. 14, 1927). The Coast Guard ceased i ts search of the 
Keweenaw in the face of heavy seas and ice, and suggested concentrating efforts 
on the shores of Isle Royale and Manitou Islands (Houghton Daily Mining Gazette 
Dec. 16, 1927). The ISLET PRINCE, which had seen no wreckage, was called back t o  
port by CSL officials. Evidently, no planes were employed in t h e  search for 
KAMLOOPS (Port: Arthur News Chronicle Dec. 15 1927). MIDLAND PRINCE and 
MURRAY STEWART had also been unsuccessful (Owen Daily Sun Times Dec. 13, 
1927). 

Company officials, however, remained optimistic. Alex Auld, Canada Steamship Lines 
superintendent in Toronto, issued a rtress dispatch, saying "We have every hope of 
hearing f rom the KAMLOOPS yet." He pointed out there was no probability of the  
ship's food supplies giving out and, as it had no wireless, there was nothing to 
indicate it was not  lying in some sheltered spot inaccessible f r o m  land. Auld a lso 
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saici tfic!rc-? was "not ,the sl ighlcsl" possibilily -that Ikie boat's cargo had shif led,  
causing Ltre ship 1 ~ 1turn turtle (Fl. WiIIiarri Daily Tirnos Journal Ucc. Ili, '1921).- ~ ~ _ _ _ _ _ _ _ ~ ~ ~  . . .~~ ~ 

Isle Royale ar id IVlanilou Islaind represenled the last shred of hope .for the searchers. 
Captain Henry Getil of the tug CHRIVIPLAIN bel ieved every hay of Isle Hoyale should  
be inspected. "I would like to give the Is le .the oncwover  to be certain. I t  might be 
tha t  some rrrernber or riierribers of .l:hc crew got ashore a r i d  are wandering ak1ou.t 
.the island. I t  rnusL be made certain t h a t  no oire is on tlie island before the search 
.for llte missiiig stearner i s  giver) up as hopeless" hc said (Port Arthur News,,,. .. 

Chronicle  Dec. 16, l927) .~-

Capt.  Cehl was no-t alone in his belief thal  survivors rr1igh.L hc ori Is le Royale. 
Another tirg captain, Sam Wright, said that practically everv tug captai i i ,  mate  and 
engiiiccr was ready to star.l: a clost !  searcli 0 - f  ,the shore of Isle Royale, and -the 
waters acid islands between Porl: ArLhur a n d  the big island, .to ascertain Iho faie of 
the freigtiter KAMLOOPS. Wright believed .I.ha-L t h e  missing sh ip  would be  .fourid 
ice-.locked on the i n n e r  side 0-f Isle Royale between Washing-ton I iarhor arid Gull 
Rocks, a slretoh 0.i' '15 miles of sheor rock where Ihere is no sheller .for ships, or 
e lse in one of l l i e  r~iirneroirskays  and i s l a i i ~ - . s t ~ ~ ? ~ t ~ r ~ ~ ~nooks Lhai: e x w n d  frorn Gull 
Rocks to I t i t !  ouier poinl: 0.f the islai id (Por-l: Ar.ttiur INcws Clrronicle Dec. '17, '1927). 
The prospect oC finding survivors still alivc o r \  Isle Hoyalc was considered rerriote 
(Daily IUiriing Journal, IVIarquetle Dec. I F ,  l92l).~~ ~ 

The For1 William agenCs of Cana.rla Stearnstrip L.ines informed l t i e  Eagle Harbor Coas-t 
Guard that tthcy planned Lo clnarler Lhc L)onnirrion Towing and Salvage 'Lug JAMES 
Wt-IALEN. The Lug was lo leave Port Artlriir on Friday, Uec:ember '16, to  search .lor 
KAMFOOPS, pruceedirig Lo Isle Royale f i rs l  atitl then  'to Kewecnaw, circling [tie end 

~~~~~~of the peniristrla iind IVlanicou Island (Daily Wliriirrg Journal,. IVlarqire.tte Det:. '17, '1927). 

One riewspaper report, i f  i l C C l J r i I l e ,  r:hariges whr-1'9 is kriown O i  IaSl days Ol' 
KAMLOOPS. According to  .the Port Arlhur News Chronicle, Decsrriber 'I 7, 'I 927, the_ _ _ ~ ~~ 

~~~~ 

crew of IVIAR-IIAN said ttia,i: i l :  had a1tmos.t collided witt i  KAlVll OOPS in heavy fog on  
I1ecernt)er 9. This is i t i e  only rererelace l o c a l e d  regardiriy ar iy  such occurrence, atid 
rnay tie a case  o.E mis taken ideri.LiLy. 

Further  e f for ts  to - f ir id the missing boat would Lie irnderlakei, by  Ihc company. l u g  
JAlVlES WHAI.EI\I, carrying extra food  and warm clothing, I e f l  Fort William o n  the 
night o-f Det:einber l9, 'three d a ~ sla ter  L h a r r  aririourrt:ed, t o  search for  KAlVlLOOPS 
(Owen Soutid Daily Sun Times L k c .  20, '1921). Indica.ticins are that this search was a 

~ ..-.~,,.__I._.___._ 

corrilriiied mission, .for the  Lug would also pick up  l igl~-tI ioirscltccpors e n d i n g  their 
season (Ibid Det;. 21, lY27) .  The reasor) lor  WHALtlV's delay from t he  first r iot ice of 
its pending search on December '16 was: riot stated in this refcrcnce. Apparently ir 

I _ _ _ ~was involved in c h a n n e l  clearing tiperatiorrs (Owen Sound Daily Sun l i m e s- Dec. 22, 
I82 / )  

Corriyaiiy officials received ii l e lcgram f rom JAMES WHA1.F.N o n  December 2 1 sayirig 
the t ug  had inade ;I circuit o f  i s l e  Hoyale without firrdirig a n y  Lrace of the missing 
steamer. "That tho  KAIVIL0C)PS was -fturig against some jullirig bouldcr, cracking in 
t w o  a n d  sinking a1mos.t irnrnetiia-tely, now appears ilre 1ogIcal solut ion to the 
mystery" (tlough-ton Daily Minirig Gazet te  Dec. 22, 1927).~ __________ 

JAMES WtiALEN, wilh two CilnarJa Stearnship Lirios capia i r is  aboard, searched around 
IVlariitotr Is land and o f l  Kewccnaw on Lhe south shore of Lake Superior. The Lug 
re turned lo Port A r l h u r  a b o ~ i l  '10.00 p.ni. on ihc  22rid and reported no trace of 



KAMLOOPS. WHALEN's return marked the officiat close of the 1927 navigation 
season (Port Arthur Daily News Chronicle Dec. 23, 1927; New York Times, Dec. 24, 
1927). 

During JAMES WHALEN's search for KAMLOOPS, public concern mounted. Citizen 
pressures to  find the missing canaller-grew, as did the number of rumors. Letters 
and editorials on the ship appeared in newspapers in increasing numbers. One 
popular editorial topic was the need t o  change regulations t o  require that  a l l  boats 
carry wireless equipment (e.g., Sault Daily Star Dec. 23, 1927; Port Arthur Daily News 
Chronicle Dec. 23, 1927). 

Assertion of t h e  continued possibility of  the ship being ice-bound in a remote area 
was frequently mentioned in letters to  the editor (e.g., Owen Sound Daily Sun Times 
Dec. 24, 1927). The suggestion that the government should patrol the coast by  
airplane again appeared. Pressure was also exerted on the government t o  continue 
the search with ice-breaking tugs, although none were avaifable at the west end of 
the Lake. Telegrams had been sent by the Port Arthur Chamber of  Commerce and 
private businessmen t o  the Minister of Marine and Fisheries in Ottawa, urging that 
government tugs be employed. These people were assured by the Ministry that it 
had been in constant touch wi th  the owners of the vessel "with the idea of leaving 
nothing within reason undone to ascertain the whereabouts of the missing ship" 
(Port Arthur News Chronicle Dec. 20, 21, 1927). 

Rumors circulated widely. The charge that the Canada Steamship Lines was 
dropping the search and not  doing all it coutd was raised in Fort William and Port 
Arthur. The company responded through W.J. King, assistant manager of the 
company (Owen Sound Daily Sun Times Dec. 22, 1927): 

The feeling that Canada Steamship Lines were not pushing the search 
for the KAMLOOPS as vigorously as they might, was said by W.J. King 
to  be absolutely without foundation, and that on the contrary, 
everything humanly possible was being done t o  f ind some trace of the 
vessel and  i t s  crew. 

On December 23 the rumor that KAMlOOPS had been tocated by some fishermen 
caused a great deal of excitement in the Lakehead port cities. Supposedly the 
missing sh ip  was ashore on Manitou Island. JAMES WHALEN was once again 
chartered by Canada Steamship Lines, this t ime for a "roving commission" (Detroit 
Free Press Dec. 25, 1327). Again, there were t w o  Canada Steamship Line captains 
aboard to  supervise the search (Sault Daily Star Dec. 24, 1927). The captains had 
been authorized by the company to  visit any part of the Lake that in their opinion 
should be looked over, t o  keep the tug out as long as there was any hope, and 
otherwise direct operations. 

"They have full liberty t o  go wherever their judgement dictates and to  
stay out as long a s  they think there is any use. They can even go as 
far east along the south shore as Marquette," said Brock Batten, agent 
for the Canada Steamship Lines. 

Isle Royale waters wi l l  again be vjsited by the WHALEN, making 
the third t ime they have been inspected on behalf of the owners of 
the KAMLOOPS (Port Arthur News Chronicle Dec. 24, 1927). 

The Canada Steamship Lines head offices a t  Montreal f lew i ts f lag a t  half mast on 
Dec. 24, 1927, a gesture in memory of KAMLOOPS' crew (Ft. William Daily Times 
Journal Dec. 24, 1927). 
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JAMES WI~IALCIVwas oii'l ,three days on . t l ~ efinal act ive search  tor KAIVILOOPS. It 
returried a t  5 : O O  p.m. or1 0ecernt)er 26, again witl ioul s ight ing B t race  of the miss ing 
vessel. I1 had been a ihorocigli search, pr imar i ly  due lo a per iod of calm weather. 
The prirrcipal search area was ai-ouiid IVIaiiiiou Is land. The only sigris of l i fe had 
been a w0l.l: and a n  eagle. WHALEIV had circled Pie Islarid arid Angus Island opposite 
Thunder  Cape. The Canoe Rocks  area a-l' Is le Hoyalc was a lso searched. In all, more 
than 500 rriiles were  traveled i n  t he  search, wlr ict i  was . t i t !  f i rst time Christmas Day 

..-.__....... ...stit lness hscl b e e n  pierced or1 n-bid.--t.ake Superior (Oweri~ Sourid.Daily .-Sun Tirries Uec. 
27, 1927; ~~Porl~~ Ah-lhur News Chronic:le~ ___. .... Uec. 2.1,'1927; ~~Saul1 Daily S-tar Det:. 27,-1927). 

On Ueceir i t )er  22, '1927, Arthur M a g n a n ,  rcgis-trar f o r  t he  Canadian Wlarirrc arid 
Fisherics, Registry o f  Shipping, closcd KAIV11.00P's o f f i c i a l  registry. 

arid t l ie  Marquet le  Daily IVlinirrg JournalThe Iusses  of - I t i t ?  seaso t i  were  s ~ l t r \ r r i i ~ f i r e t j  ~~~~ . . . . . . . . . . . . . . . . . .  

p rov ided a ri ictirre o l  wtiai rr iar i i iers o l  the nox.l season rnighi expec l  (Dea. 24, '1927): 
l i e  bet wi-l-h -the Storrri King losl agairr, the naviy;iiiori seasoti has 
c o m e  to  a c lose  w i th  ,the wreckage o l  f ive stearners a n d  hundreds o f  
thousands of bushels of grairr was ted  C)II Lake Superior 's arid Lake 
I-iurori's bleak watc rs  ant1 shores; o n e  ship, t h e  KAIVILOOPS, 
presumably ori l t ie  bollorri of  Lakc Si iper ior  w i th  20 rnen, two worneri 
a n d  valuable cargo; and .[tie expense 0-C another ice blockade on I t re  
dcbil  side ol' the shippirig ledger .  

The f a d  of las l - t r ipp i i ig  c la i tncd  four vict irns -this year, 
l andi i ra rks  which  will bc pointed o ~ ti r r  I 9 2 8  whc i i  I l i e  niert:iless wi re 
t icks 0u. t  again the  order for  " tha t  l a s i  cargo". 

By t i e  bcgiri ir i i ig o l  ,the ncw year, -there was l i l t l e  rrrentiori of .the l o s s  of 
KAWILOOPS. In Ja 11 ct ii ry  .tt ie On-Iiir io Workrn ii r i 's Corn p c !  r i  s a t  iori Boa rd  j u  tl ged .l:he 
crew lost  a n d  were wa i t ing  fo r  receipt of the of.ficiaI repo r l  so cotnpensatioir to ttrc 

_ _  . . . . .  Daily ~~~~~~ Surr Times. Jail. '12, '1928;w i d o w s  a r i d  ctrildreri c;ould begin (Oweri-........Sourid ~ ~~ ~~ 

DcL-roit Free Prcss J a n .  17, l928). II was lknowri i l i a l  .there were Iwo wornei i  aboard-~~ 

KAMLOOPS dur ing  i ts  fiIraI voyagc.  Jcriinot Graf lo i i  aricl Al icc Bel t r idge were L-hc f i r s l  
aiid assis la i l l :  s tewardesscs.  This was to have been the 1:rs.l: season on the Lakes fo r  

~~ ~~~~ ~~~ ~
Gra.ltoti; i.l: was the secor id  season ,for 22 year . .o ld  Bo.t.tridye (Oweri Sourld Daily Sun- ~ ~ _ _ _ _ _ _  

T imes Jan. '12, '1928). 

Thc oyieriii ig o f  thc 'I 92.8 riavigatiori season began April '17, when  JAMES WHALEN 
began breakitrg ice a l  Ihe Lakchc;id p0r.l. (Ibid. April 'I 7 ,  20). The C:~tliIda Steamship 
Lines planned to have the first ships out (>-.i)ort lregiti looliirig for evidence of the i r  
miss ing vessel. The  corrrparry i t \ ler i t led lo sysleruial ical ly search lhc r ior l t i  strove of 
Lake Superior a n d  the eri'tire shore line o l  Is le  Royille. 'I'he cutter CRAWFORU wou ld  
be d ispalchcd frorri Eagle Harbor Lo begiir I t s  search as  soori as  the weather  a n d  ice 
condi l ior is  allowed rriovernciri'. Sorirc wr i te rs  hcld io the slirn hope t h a t  sornt' of the 
crew m a y  have survived Lhc win.lcr. 

Ship c rews were  r iat -the ori ly ones uri t t ie  lookocrt .for KANl1.00PS' wrecltage. A 
riutribcr o f  p i lo ts  .flew into Poi-.[ Ar lhur  and repor ted see ing  wreckage, a t  first thougtrl: 
'Lo b e  the  missing VPSSBI.  The wret:kilgc! was riot . tha t  or KAIVILOOPS but LAMB I O N  
(Fort Will iarn Daily Times Journal May '16, 'I92.Ll).. . . . . . . . . . . . .  

~~~~~~~~~ . 

Ir isuraiice c:l;iims on ltie miss i r ig  vcssc l  were setliltxi i n  February. The net co l lect ion 
of t l i e  ir isurance on the s h i p  was $2'14,009.05 (1.etter from the  Wlontreal Trust 
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Company to  Canada Steamship Lines, Feb. 8, 1928, Queens University Archive, 
Kingston). The hull and machinery were insured for a total of $168,100 (Letter f rom 
Montral Trust Co. t o  Canada Steamship Lines, Feb. 4, 1928). There were 13 
companies carrying hull and machinery insurance and 20 companies involved with 
disbursements insurance on KAMLOOPS. 

O n  May 26, the electrifying news that the fishermen of Isle Royale had found bodies 
believed to  belong t o  the crew of KAMLOOPS reached the newspapers (Calumet 
News May 26, 1928; Detroit Free Press M a y  27, 1928). The cutter CRAWFORD, which 
postponed entering the drydock in Dufuth a t  Marine Iron and Shipbuilding for 
repairs, went to investigate. Two bodies had been reported found by David Lind 
(Duluth News Tribune May 27, 1928). 

The US. Coast Guard Cutter CRAWFORD, flying its flag a t  half-mast, returned the 
sailors of the missing freighter t o  Fort Arthur. Captain Christianson and executive 
officer Lt .  Woods of CRAWFORD provided t he  details o f  the recovery. 

The bodies, both wearing life preservers with "KAMLOOPS" stenciled 
on them, were reported located near Twelve 0' Clock Point on 
Amygdaloid Island (sic) on the north shore of Isle Royale. They were 
found along with wreckage of the lost stearner. Fragments of 
superstructure, including t h e  top of the wheelhouse, a spar with a ftag 
on which was printed KAMLOOPS, and a lifeboat were found in the 
area between Green Isle and Hawk Island. 

Captain. Christianson stated that the wreckage includes all o i  
the boat's hatches, half a lifeboat and five or  six pairs of oars. The 
beach is covered with medicine, candy, tooth paste, a n d  foodstuff 
carried by t h e  steamer. The reason the steamer was not found until 
Saturday was because ice on the little bays is just beginning to melt. 
Indications are that the steamer KAMLOOPS can not be very far f rom 
Isle Royale (Duluth News Tribune May 28, 1928). 

It is unlikely the bodies were on Amygdaloid Island. It would have required a 
southwest wind, rare in the winter, for The bodies to  have drifted 'toward Arnygdaloid 
Island. Many contemporary sources erroneously reported Amygdaloid as the 
location o i  the bodies. Apparently, Twelve 0' Clock Point was believed by some to  
be t o  located on Amygdaloid Island it is actually located near Todd Harbor o n  
Isle Royale. 

The same paper reported th3t four other r ing buoys, marked "EDWARD CHAMBERS," 
were Sound among the wreckage. It was believed that these were carried aboard 

-KAMLOOPS as cargo (also reported in The Evening Telegram [Superior] May 28, 
1928). 

At Sargent's Funeral Parlor, where the bodies were taken, they were searched for 
any evidence that might indicate the identity of the sailors. There was no material 
to furnish a clue on one body; the other, however, did produce an identification: 

I t  is thought that the n a m e  of one of t h e  men is J. Journeault, for  on 
his body was found a letter, addressed t o  h im in care of the Saul t  
Canal post office, writ ten in French. In his pockets also were found a 
$10 bill and a check for $60 made out in his favor by the Canada 
Steamship Lines (Fort William Daily Times-Journal May 28, 1928). 

Journeault's body was sent t o  L'tslet, Quebec for burial. The unidentified sailor was 
buried in Riverside Cemetery a t  Port Arthur. Brock Batten, Canada Steamship Lines 
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Amer ican ir i terests were also rcprosoritcd i t i  .the discussion 0.l: cho opening arid 
closing 0-l' the G r e a l  Lakes naviy;it iori seasor i .  U.P. Quinlan w a s  serit by  Prcsidei i t  
Calvin Coolidge to  investigate .the cori.troversy that c a m e  abou t  wtieri s m a l l  shippers 
ori the Lakes cliarcjed tlia.l .the opefa lo t -s  o i  l t iu  Ikirger f lcc ts  a n d  .the Grea l  t.akcs 
Carriers' Associal ion delavcd Llro opciiing of the '1928 scason to  benef i l  .LherriseIves. 
There were 8[1 c iv i l  su i ts  ugairist the operators  pcridiriy i r r  Cleveland (Duluttl~. 

News-'I r ihune JLIIIQ 'I 9,,1928).~ ~~~ 

-. .. . 

Quirilain itidicaCer1 t h e  goverrirnct i t  woir ld c:oriLroI (he openii ig aird closing da-les of 
the nnv iya l ion season and would prov ide uq~ialrighl's to all vessel oporalors arid Lo 
saleguard as m i i ~ l ias  poss ih lc  the  l ives of searncr i  arid vessels. KAWIL001PS was 
u s e d  as l hc  e)carnpIc of a wreck  . t h a l  r r r i g l ~ lhave bect i  f)revt!t i lcd i f  gaverrrnicnlal 
rest r ic t ions had been in effect. 

I t  is llre bc l i e l  oC Wlr. Quitilati t h a t  weather  coridit inns in .[he future wi l l  
control Llrc operiir iy a i i d  closing of i iavigatiorr. I- ieretofore, i t  t i a s  b e e n  
a pract ice arrrong large vessel owners t o  i t iscrt i r i  t he i r  sh ipp ing 
cor i l rac ls  clauses whicl i  dec lare l t ie  dote of rlavigatiotr open or 
c losed.  IVlairv of Lliesc coriti-at:ts arc m a d e  wi thout  re ference to  

200 



weather conditions .... The findings of the government inspection wilt 
be presented to  the Secretary of War who wi l l  issue executive orders 
to  district U S .  engineers relative t o  navigation dates (Duluth 
News-Tribune June 19,1928). 

On June 4, six more bodies of KAMLOOPS’ crew were found, again by fishermen. 
News of the discovery was relayed t o  the port cities f rom Isle Royale by the captain 
of WINYAH. Brock Batton of the Canada Steamship Lines dispatched the tug 
CHAMPLAIN t o  recover the remains, which were found close to  Twelve O’clock Point 
(Ft. William Daily Times Journal June 5, 1928; Port Arthur News Chronicle June 5, 
1928). The tug  had four CSL captains aboard t o  supervise the  search, and shipped a 
gasoline launch for searching the shallow bays and inlet. The bodies were 
decomposed, but one appeared t o  be that of a woman (The Calumet News June 5, 
‘t 928). 

At  first, the woman, reportedly found attired in nightclothes, was believed to  be 
stewardess Netty Grafton of  Southampton (Owen Sound Daily Sun Times June 6, 
1928). The woman was later identified as Alice Bettridge, the assistant stewardess, 
an identification based on the fact that the body had a set of natural teeth; it was 
known that Netty Grafton had false teeth (Fort Arthur News Chronicle June 7, 1928). 
The report that Bettridge was found in her nightclothes was denied. Brock Batten 
stated, ”She was fully dressed and wore a sweater and a coat (Ft. William Daily 
Times Journal June 7, 1928). This evidence supports the belief held at the t ime by 
many that the.bodies found were the occupants of a lifeboat that made  it t o  shore. 
All had been found with lifebelts. 

Three other bodies were identified based on pocket contents (Owen Sound Daily 
Sun Times June 7,1928; Fort Arthur News Chronicle June 7, 1928; Port Arthur News 
Chronicle June 8, 1928). The identified bodies were returned t o  their families for  
burial, except for Caulhier, whose address could not be determined. The two  
unidentified sailors and Gauthier were buried in the Riverside Cemetery in a central 
plot over which the Canada Steamship Lines erected a bronze tablet 
commemorating the wreck victims (Ft. William Daily Times Journal June 6, 13, 
1928). Although reported, the tablet was apparently never erected. 

A ninth body was found inland some distance f rom shore, believed t o  be the 
remains of Honore (Henry) Genest, first mate. The body had no lifebelt, although 
one was found in the vicinity. It was surmised that the first mate was able t o  make 
it t o  shore and remove his  lifebelt before succumbing t o  the elements (Ft. William 
Daily Times Journal June 14, 1928). 

The theory that some of KAMLOOPS’ crew may have made it t o  shore, and there 
died of exposure, gained support. Those who  adhered t o  this view argued for a 
complete search of the inland region of Arnygdaloid Island (Houghton Daily Mining 
Gazette June 7, 1928). 

Capt .  H.J. Brian, brother of the captain of KAMLOOPS, was influenced by this 
possibility. When he was not able to  identify his brother among the bodies found, 
he mounted an independent search party t o  find his brother’s body. The tug RUTH 
3, captained by George Burns, was chartered (Port Arthur News Chronicle June 13, 
I 928). 

Brian‘s search was based on some strong evidence. The fac t  that a lifeboat had 
been found and  the bodies had lifebelts on indicated there was at least some 
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warriir ig of the  disasier. Searchers t i a d  repor ted -finding papers in t h e  pockets of 
the v ic t ims a s  we l l  a s  other itcrris ~ l i a thad iiot beeri water-soaked. IVlost bel ieved 
they perished .Erorri the coid arid riot hunger, b e c a u s e  of 'Itie larye arnount of food 

-~._CilIUHlet News Julie '15, 'IY28)..found on [tie shore (The ~ 

Brian's search look  place Julie '14 and '15. He and his search party returned to  Port 
Ar thur  on June '16 to  repor f  .they had -fourid rio -fur,tRer rernairis (Owen Sound Daily~~~1 


Suri '1-irnes~-June 16, l  9211). The private searchers did, however, report f i n d G  
evidence of what t h e y  believed lo be "shelters and res-tirig places that rr1igh.l: have 
beeri erected by members  0.f t l i e  crew of the wrecked slearner" (Port Ar thur~~~~ News 

~~~~~~Chronicle. June 16, ,1928). He siated lo t l ~ enewspaper  t11a.t a shel iar of shrubs and 
t irush was found  400 fee[ fwwi .Lhe shore, arid Heriry Ger iest  was  found in  it. There 
was a lso  a qusritil 'y of candy, parii(;ularly pepr)crrnint lozenges, also in the shelter. 

"I arn posi l ive t h a t  no bodies a r e  along -the shore line, alter a 
.lhorough search. I came .to Por.l Arthur with the idea iii Inirid tha l  
.[hey wou ld  a l l  be -found in  ttre bush, and I go away wi.th .the same 
belief. I a i i i  posii-ive the ent i re  c rew got away safely frorn -the 
KAiV11.00PS arid that -they tbad lived, sorue 01 t t iern possibly, .for days." 

A fisherrnari l iv ing tiear Totlrl t I t irbor, t he  p lace  wl iere inos.1 of 
.[tic wreckage came ashore, infortr ied 11ic scarct iers  L l ra t  on a n ight  in  
Deccinbet-, .the da-te o-f wh ich  tic i s  riot ccr la in ,  he heard ii ship, r iot f a r  
in 'the d is ta l ice g ive four  blasls u f  her whis t le .  AL: 3:30 o'cloc:k rlext 
morn ing,  t he  f isl ier inari  says  the  wt i is l lc  b lew coiiliriLiousIy atjo1r.t an 
t iour. 

The CSL Ccirnp;itiy t i a d  s e r i i  ii par ty  l i v e  "experiei iced bushrnen" to search 'the 
island, w h o  were apparo i i~ l ys l i l l  i n  t t ie  area dur i i iy  (lie Hriaii search a n d  relurncd 
after Brian tiad issued his repori: (13.Will iam Daily Tirnes Journal J ~ i t i e'15, '18, 1928). 
The parly relutmctl Co Port  Arthur and Urock H o l low ing  report (Port. 
I_..I^ .. . .News Chroriicle .June l9,192.8):Artlii ir . , .. _ _  

This party rnade a very ttiorocrgli sc;ircIi of ,the who le  vici ir i ly .... 7 ' h q  
wcril up and dowri lie shocu l ine lor ii couple of rnilos uri ei.tlier side 
of thc  apparer1.t loca l io i i  of the wreck a i i d  .they wen t  inland a couple of 
miles, over ttre saine Irorilaye. Their reporl is that 'they saw r1o trace 
whatever  of any oi. .the crew having survived the wreck and sperrt any  
t i m e  oii shore. 

Capl .  Brian did n o 1  respor id  d i rec l ly  fo Ll~c stiiteruiet1.L ol t he  other  searchers. 
However, l ie d id  g ive some addit iorml coiiiriicrits af lc r  tho Canada Sleamship Lines 
s ta tc rncn l  was pciblishcd (Owei i. .... IDaily Suri Tirnes June 20, 1928): 

Captain Brian says . t l i a l  i r r  I i i s .owt i  search. he  fourid a set of fa lse l e e t h  
a r id  ii worriari's wig,  wh ich  tre was it iforrried -tallied w i th  IVliss Gralloi i .  
M i s s  Bel ter idgc [sic] tiad natural leellr. The caplair) ihinks t h a t  the 
f ir idirig 0 - f  t t ie w ig  ar id  teeth woii l t l  sugges.1 ,that tt iey were  from one 
01 . ( t i t !  bod ies already recoverod. Hc is of .the opiriiorr .that oiie oC {!re 
bodies hav ing ~ u i i l l t !  a t i i ro  and a l r e a d y  bur ied is t t ia t  ol' IVliss Craflori of 
S o  111I i t iii i11 1o r i .  

Explaining fur t t ic r  h i s  belie.[ l t i a t  rriariy o f  t he  crew reached 
shore irlive, Captain Hriiin o f fcrs  .the staternen1 .that he foi.ind art icles 
f r o m  Phn wreckage o f  rhe boat carried up or i lo  t h e  shore, . fa r ther  he 
says than they could have been washed by  the  waves, ar id a l s o  in  
condit ion io suggest t h a t  .lhey h a t i  beeri tar r ipered w i th  by trurriari 
hands. 1-1ad t h e s e  ht irni lr i  haritls treeri of .ttie f isherrr ier i  w h o  rerrrairiod 
late 011 t t ie  islarid, reports of ,their firiditig wou ld  have early reached 
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the outside wor ld last fall. No such reports have been heard. The 
articles in question were principally boxes of candy, and the captain 
believes some of them were used as food. 

The discrepancies between Brian's reports and the searchers hired by Batten only 
added to  the mystery shrouding KAMLOOPS' loss. Apparently the public felt that 
Canada Steamship Lines was not  doing everything possible t o  recover the missing 
crewmen, and was perhaps even hiding something. 

Brock Batten, who served as company spokesman and director of the  search and 
recovery operations undertaken by Canada Steamship Lines, issued a statement to  
the newspapers detailing the efforts that had been made to  learn the Sate of the 
missing crew. The account of  Batten's comments t o  the press was carried in the 
Port Arthur News Chronicle [June 21, 1928): 

Mr Batten particularly explained why the officiats of his company feel 
certain all members of the KAMLOOPS' crew met their death when the 
steamer went to  its doom, and why they do not credit suggestions 
that they reached shore alive t o  perish afterwards of hunger and 
exhaustion. 

Asked particularly wi th  regard t o  Henry Genest _... "It is 
possible Genest did reach shore alive," said Mr Batten. "The evidence 
seems t o  indicate that he was tossed up on the bank and succeeded 
in walking or  crawling a short distance back. I do not believe he was, 
however, the occupant of a life boat. He was more likely washed over 
f rom the ship. This is the opinion of our captains, who have had the 
experience t o  know what might be happening a t  such a time. We all 
believe the most  plausible explanation wi th regard t o  the others 
whose bodies have been found is that  they were working a t  the 
lifeboat which has been found among the wreckage when they were 
engulfed. We do not  believe they ever entered the tifeboat. If they 
did the chances were all against them getting ashore, because of the 
backwash of the waves and the nature of the shore line. One man in  
a safety suit might be thrown up where he could get a footing i f  he 
were carried by a particularly high wave, but those in a boat could nb t  
be so fortunate. Genest apparently was the only one on the 
KAMLOOPS who had donned a safety suit. If any of the others had 
done so, their bodies would most likely have been found as they 
would thereby a t  least have been kept floating. The safety suit would 
keep a m a n  afloat, but  would not save him f rom exhaustion or  
exposure to the cold. It was thirty below zero at  that time and 
snowing. 

Asked wi th  regard to  reports that shelters have been found at 
Isle Royale which might have been used by members of the missing 
crew, Mr. Batten pointed out tha t  Isle Royale for  many years had been 
a camping and tourist resort and the working ground of fishermen, 
and the finding of a rude shelter had no significance. It might have 
been built by anyone at: any time. 

Batten listed the various search and recovery parties that the 
company had dispatched: the MIDLAND PRINCE, the week-long survey 
of the north shore by ISLET PRINCE; Tug WHALEN searched when it 
went out to get the lightkeepers and circled Isle Royale closer t o  
shore than MIDLAND PRINCE was able t o  reach; WHALEN searched a 
second time, going al l  the way to  Keweenaw; CRAWFORD made two 
trips to the isIand t o  recover bodies and made l imited searches each 

203 



time. The l a s t  search expedit ion was by I h e  ' l ive m e r i  who  searched 
the island. 

'I'tiey repor led  Lo CIS yesterday 'they had carefully examined 
f i f teen miles of shore l ine arrti (in a f ront  of fou r  miles, two miles 
either side of the wreck, had worked inland fo r  about two mi les  a t  
dis-tatices apart of onty 'I0 fee l  and could f ind  nei ther  bodies nor  
evidence ' that  anyone frorrr the KAMLOOPS had been ashore to live. 
They are 0-f the  opin ion .that there is no reason to  con'tinue the 
search. 

... fr iends of the miss ing ones arid .the public rnay rest assured 
tha t  every e l l o r l  is be ing made, as  i-L:h a s  been made, to cont inue 
fullest irrforrrialiori regarding the c r e w  of Chc rnissirig steamer, a n d  to 

... ~~~~ __hide no th ing  (Por t  A r r h u r  News Chronicle June 21, '1928). 

The n e x l  clay .the saine paper ran an  ed i lo r ia l  r:ornrnent o n  Ballen 's  stalemen1 t h a t  
gives s o m e  insigIrL in to  t h e  publ ic sentiruieirt (Port Ar l t iur  News Chrori iclc June 22, 

. ____I-._. ,-

'I 928): 

Even ihough the staterrieii l '  C O I Y I B S  a t  wlral w e  consider a rather late 
date, it will never lhc loss be  welcoir ied by  the public. The at t i tude 
taken by .the oif icials of the Car iada Stcarnsti ip Coimpariy .toward the 
public was noi: by ar iv mearis satisfactory. The loss of -the ship 
invo lved much rnore . t h a n  t h e  ir i leresls of t h e  cornpariy .... The public 
was cmtit led .to a Frank staterrieriL o[: w l ia l  the company w a s  doing, t t i e  
ex lcn t  of the search 'that was Lakiriy p lace  a.t t h e  t ime  it was beirig 
rnado.  

... 13u.t IhIs knowlc!dgc! was tiol: g iven .them. The whole  
proc e cd i rig was s ur r o ( 1  ridc d w iih rriy s.tery. 

The sarne uiisatislaclory pi-ot:eduru was [al lowed whorl t t i e  U.S. 
cu l te r  CRAWFOHD brougli'i: the d c a d  bodies of two of t h o  i l l-fated 
crew of the KAIVILOOPS lo P o r t  Arlhur. Orders were issued to  dock 
atteridanrs to c l r ~ s ethe doclts arid tio'l: perrnit any  person to approach. 
The undertakers were givcri orders to g ive out no in lormat ion.  Thc 
newsparwrs were cornpt'lled l o  ye-t in format ion f rom whatever  source 
they could i r r  regard Lo tho firrdiirg of the bodies. Wheri o ther  bodies 
wc ic  bruughl: 'to por t ,  ovcrv possible pret:au.Liorr was laken to  prevent 
i r i  f orima t i  ori g ctt i ng t o  the  1) u b Iic. 

This at t i tude 0.f tho r:orripany could nol- b u t  arouse suspicion i r i  
the public mirid thxt .there was something l o  hide. IHuwever 
ur ihunded Lhis suspiciori m igh t  bc, i.t coritirrucd, a n d  Mr. Batter) cari 
(:oLII~[: trirnsclf extrei i ioly Eor tu iwe i-f i t  is  d iss ipated by the statement  
he just rriade o f  .the mci is t i res Laltcn hy the  cornpany to  deal w i th  the 
situation w h e n  t t  f i r s l  arose ar id scibsequcritlv when  .the wrnains 0-f t h e  
(infor iu r i a  i e s were Co u t n  ( 1 ,  

Batten's staCerr,errL: d id  riol dissipi j te the  p ih l i c  feelings, a t  Ie2is.t wi th  some ol' the 
people directly involved. Captairi Brian, w h o  had returned Lo h is  home towrr o-f 
KiricJstoo, returned to Port At-LtiLir a few davs la ler  to rrmunt another  search of the 
island for hi:; miss ing bro ther  arid t h e  other crewmen (Ft. WiIIiarn Daily Times 

~~~ ~ ~_.-.-...~__~~~_.I. 

Journal Jur-re 22. ,1928). 

The final search for  the bodies of .Itre crew o f  KAIVILOOPS l e f l  June 23 for the 
wrecksite. Captain Briari who organized Ihe search had l i t t le 'Lo say regardit ig l h e  
expeclilioii other t h a n  t h a t  he had procured the par t ic ipst ion of Jarncs tliggens of 
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the Canadian Forestry Department t o  take charge of the actual operations in the 
woods and that he planned to  be out wi th the party of seven men for six days. 

When asked t o  explain his belief that there were bodies t o  be found in 
the woods, proving that some of the crew of the KAMLOOPS reached 
shore alive, Capt. Brian said he needed nothing more than the recent 
officiat statement f rom the Canada Steamship Lines, wherein it was 
admitted that the body of Mate Henry Genest had been located 100 
yards f rom shore under conditions which indicated that he had 
reached there alive (Port Arthur News Chronicle June 23, 1928). 

Capt. Brian and the search party returned t o  Port Arthur after six days. Nothing was 
found t o  shed further l ight on the fate of the steamer and its crew (Detroit Free 
Press June 30, 1928). 

An official crew list has never been located. Press reports of  the number aboard 
included 20, 21, 22,  27 and 29; the most frequently cited totals for  the crew were 20 
and 22. A roster of 20 people was compiled f rom crew lists published in the -Port 
Arthur News Chronicle on December 15, 1927, and again on June 6, 1928 and the 
Fort William Daily Times Journal of Dec. 15, 1927: 

Captain William Brian, Toronto (Kingston) 
First Mate Henry Genest, St. Thurbie 
Second Mate J. Poitres, L'lslet 
Watchman P. Lalonde, no address 
Watchman J .  Journeault, L'lslet 
Wheelman Leon Laroche, St. Antoine 
Wheelman Victor Latham, Sarnia 
Deckhand R. Tooley, Toronto 
Deckhand M. Mckay, Fort William 
Deckhand G. Gauthier, Quebec 
Deckhand A. Morton, Toronto 
Chief Engineer J.A.C. Hawman, Collingwood 
2nd Engineer R.E. Eashney (Dashney), Coldwater 
Oiter Robert Owen, Toronto 
Oiler Fred Brown, Colljngwood 
Fireman Andy Brown, Collingwood 
Fireman Harry Wilson, Port Arthur 
Fireman Sam Lamont, Phelpeston 
Steward Nerty (Jennet) Grafton, Southampton 
Assistant Steward Alice Bettridge, Southhampton 

There was no mention of the KAMLOOPS tragedy in the press until the fol lowing 
year. In January i t  was reported that a note from one of KAMLOOPS' crew had been 
found a month earlier. Louis Coutu, a trapper, found a bottle containing the note at 
the mouth of the Agawa River in Canada. The f irst news of the find reached Sault 
Ste. Marie by way of another trapper, who reported the note said, "We are freezing 
t o  death." At f i rst considered a ghastly hoax, the farnilv of Alice Bettridge identified 
her writ ing on the note (Detroi i  Free. Press Jan. 22,  -1929; The Evening Telegram 
[Superior] Jan 22, 1929). 

Coutu arrived in Sault  Ste. Marie soon after the news of his discovery. At  first he 
refused to divulge the contents of the note, saying "the people of  the S a u l t  don't 
give me anything for nothing. If they want something I've got, they can pay for i t  
or go without." The trapper eventually did turn the note over t o  Capt. Brian. Brian 
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see the pilothouse, wi th i ts top shorn off [its roof was found in the 
1920's along with other debris]. 

The best theory about the sinking ... according to Holden, is 
that the ship lost its steering and drifted a t  the mercy of the storm. 

"It's quite possible that the final disaster occurred because of a 
massive ice buildup" on its deck caused by waves crashing on the 
freighter and freezing in the bit ter cold, he added. He emphasi7ed 
that the theory isn't proven .... 

Merryman said what they've been able to  inspect of the ship 
bears that theory out. "All the other wrecks around Isle Royale have 
their bows smashed up and pointed to  shore," Merryman says. The 
KAMLOOPS has her stern to  the shore and it's intact. The bow, 270 or 
more feet below the surface, retains its secret (Minneapolis Star Oct. 
13, 1977). 

Later dives by those and other divers add t o  what is known of the last moments of 
KAMLOOPS. A party led by John Steele filmed the wreck in 1978. This expedition 
discovered that the engine telegraph was se t  a t  the "Finished With Engines" 
position, indicating the engines may not have been operational at the t ime of 
sinking, or that the vessel was laid t o  before the disaster. Steele's party made the 
fol lowing speculations based on their observations: 

In the posit ion of  her last sighting and in the raging storm, a guy wire 
attached to  the port  side of KAMLOOPS' stack snapped or tore free. 
The stack, no longer secure and positioned only by gravity, toppled to  
the starboard side shearing off the ventilators and crashing overboard 
breaking through the starboard railing atop the stern cabin. 

The coal fired, forced draft engine could not function without 
the stack. The crew was forced t o  "finish" the engines. If there had 
been power available, they would have been put on "Standby" not  
"Finished With Engines." KAMLOOPS' power plant was shut down 
before she sank. With no power, she was a t  the mercy of the raging 
storm and the northeast gales tossed and blew her toward Isle 
Royale. 

She hit  Isle Royale broadside, smashing her starboard bow. 
Temporarily, she remained fixed on the reef, quickly taking on water 
she rapidly sank bow first t o  rest a t  the foot of the reef. 

The crew probably thought themselves safer aboard rather than 
facing the icy seas and sub-zero temperatures. They probably hoped 
she would remain foundered on the reef, leaving a potential for  
rescue. However, the opened cabin door may indicate a hasty 
departure of crew members as they realized their doom .... The other 
twelve crew members probably remain trapped in the stern house, yet 
to be opened (Schuette 1979:41). 

Because of the hazards involved wi th  conducting air dives to  the 
depth of KAMLOOPS, particularly in frigid water, a decision was made 
by the Submerged Cultural Resources Unit not t o  document the site 
using dives. In 1985 the opportunity to  visit t h e  site was offered by 
Michigan State University/Sea Grant using the sea link submarine f rom 
the Research Vessel SEWARD JOHNSON. SEWARD JOHNSON was not 
able to deploy over the site so the focus of their visit was turned t o  
other research objectives. In 1986 a very successful mission was 
carried out on KAMLOOPS using t w o  miniaturized Remote Operated 
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Vehic les.  rhe latter was a joint veri lurc of t h e  INaiiorial Park Service 

and I\]ii 1Io n  a I G eog rap t i  i c So(: iclv . 
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Fig. 4.28. KAMLOOPS, a canaller built  for the package freight trade as it appeared a t  
the t ime of loss. US.  Army Corps of Engineers Canal Park Marine Museum 
Co Iiectio n. 

209 




UUNEFIVI: I i ISTOKY 

Cor i  s t r u(: i io11 

UUNELIVI was a steel package freightel' built by t h e  Sunderlarid Shipbuildir'~g 
Corrrpaiiy ol: Great Britain. The ship was registered a t  Surrtterland, Officiat tiurnber 
'123950. The propeller was built i n  I907 for  Dutrelrn, Ltd., also (>I: Great Britain. Hull 
No. 246 had a keel length of 2511 feet, bearn t1.f 43.2 fee-t and a depth of 23.5 feet,  
ar id was hu i l i  Lo pass through .the Welland Canal.  DUt\lL:I_IVI was 2,319 gross tons 
a n d  l,4R'I r i e l  ~ o n swith a capacity of a h o u t  3,000 toris (lolcdo Olade.. Dee. 8, '19'10).~ 

The Britisti-built steamer was powered by a triple-.expansioti crrgine wilh cyl inders 
of 19.5, 3 3  and 54 inches in diarnctcr on a 36-.iricti stroke. The two Scotch boilers 
were ' I Z A  feel: x 1'1.6 feet. The erigirie was built by I1ortticaslern Marine Engine 
Works. 

DUNEl.M, although never regis.tered in Canada, was managed by Jarrias Play-fair in  
ass (I [: iatiI)n w i l lr t h e  Co t I ad ia ii corn pa nic s Hic hIi e 1.1 Is( 0riCar io  11av ig atio r i  Co rn [I a r iv o f  
iVlon'i'reat, ar id  In land Lirics, Ltd. o f  t-iamiltori, Orilario. In 1013 .these were  rrierged 
w i t  h Ca r i i i  d iI S t  ea r r i  s t I ip Li r i  cs,  1 . td. 

There l ias beeri little research jrito thc operational tiistory ciP DUl'df~l-Wl,ot lrer ttiarr 
-the inciderrt that occurred at Isle Koyalc. It i s  known, however, t ha l  DUNLLM wtis 
wret:ltecl en roulc .from Sidney, Nova ScotIa, fo r  E n g l a n d  in  19'15.  The boi1.t was 
primarily involved in  the trading between the Canadian Lakcliead and .the lower  1-ake 
ports (from n o t e s  on fi le a t  ~ l i cttistiiulc fo r  C;reai Lakes Research).  

Wreck  t v e r i l  . . Slrandirrg a l  Is le tioyale 

Ui iderwr i ters  were rwti.f ied uii Dccetnber 7, 1910 Ihat the lnlarid IVavigatiorL Corripariy 
p a c k a g e  -freighter DUtVEl-IVI, downbound ~ I I Y I  Ft. Will iairi lo Coderich, Ontario with a 
load of  wheai flour (Tolcdo Blade~. Uec. '10, '19'10; Wreck Hcyisler, Record Group 'I2 
Vol .  ' lOfl7: ' l2 ' l ) ,  was ashore a[ Isle Hoyale. The firs-[ reports o-l' t h e  stranding were 
received in Por i  Ar lhur  by wireless Irorri the s teamer  F.B. SQUIRE; apparerrtly 
DUNELMI was riot equipped with a wireless (Baily IVIining GareiOe [let:. 9, '19'IO). The 

~~~~~~~ ~ 

pos i t io i i  of [ t ie  slrandir ig was f i r s t  giver1 as U I ~ I < ~Poir1.t near whew IVIOIVAFICH was 
los t  i r i  'I906 (Detroit  Free Press 13et:. 8, '1910). DUI\lEtlVI, like some other shipwrecks 

~ ~ . ~~~ ~~~~~ 

o f  Is le Hoyale, was wrecked 011  i ts last scl-icduled trip of thc season. 

't'he slrarrded vessel was  repor ted in bad shape ,  and Jarncs Playfair surnrnoried the 
Canadian Towiriy arid Wre(:I<irig Cornpariy of Por t  Arthur 'to i t s  aid. UUNELIVI was in  
command of Capt. C.R. Albinsori, w i t l i  J.A. IVicol as chief etigirrcxr and a c rew of 18. 
The f i r s t  r o p o t k  gave no  i i id icx t iu t i  u-i' whether' there  w a s  loss of l i fe (Toledo �3ladc 

~~ -
Dcc. 8, 'I 9 'I 0). 

The captairi  dtrd 2'1 c rew a l l  arrivcxA a1 Pori Arltrur on the ariertioori 0.f Deccrnber 9 
aboard lhc tug WHALEIU, wi.th repor ts  ol' ihe coiidi.tiotr of ihu i r  vosscl. The wreclcers 
had heen driven away b y  heavy wea.tticr. The s'tcarncr was lost  in  a sinowsloi'n'\ 
while trying to gel  through Passage Island gap. Fourteen feet  of water s.<ood in the 
et-igirre room, but t h e  hull cornpar t rnor i ts  were dry. "-[hey repor.[ ,the s.tean-icr i s  
rest ing easi ly ori The rocks, but i r i  an exposed atid dangerous  pos i i ion  should a 
heavy sea corrie up. The hull is badly punctured forward. .The lighter EIUIPIRE i s  
standing by ready i r )  start work"  (Detroit Free IPress Ilcc. 10, 19'IO). 

~ ~~~~~~~~~~ ~~ 



The owners, after viewing DUNELM, gave up hope that the ship could be saved, and 
the wreck was abandoned t o  the underwriters on December 14. The value of the 
loss was placed a t  $100,000 (Detroit Free Press Dec. 15, 1910). The next day the 
underwriters announced they were taking salvage bids on a no-cure, no-pay basis 
(Toledo Blade Dec. 15, 1910). (In this account the captain of  DUNELM is  listed as  
Featherston.) 

The Canadian Towing and Wrecking Company took the contract and Capt .  Morrison 
was put in charge of t h e  operations. The work was carried out in the face of heavy 
waves that continually pounded the wreck. It was feared that the waves would push 
DUNELM off the reef’s edge t o  sink in the 500-foot depths. (This report accurately 
gives the location of the wreck a s  Canoe Rock rather than Blake Point.) The 
weather grew colder and the salvage vessels became covered with ice, making the 
difficult salvage job that much harder. Some days nothing couId be done, and at 
t imes the salvage efforts seemed hopeless (Detroit Free Press Dec. 21, 1910). 

On December 21, Port Arthur received the wireless message that DUNELM had been 
freed and was safe a t  anchor in Duncan Harbor. The ship would be towed to Fort 
William and would be the first vessel t o  use the new dry-dock facilities that had 
just recently been compteted. In the Dec. 21 account, DUNELM’s cargo was listed as 
general merchandise (Detroit Free Press Dec. 21, 1910; Detroit Free Press Dec. 29, 
1910). 

Sarah Moore Morrison, wife of Capt. Morrison’s son Neil, wrote the following poem 
commemorating the stranding and salvage of DUNELM (originally published in a 
book of poetry by Sarah Morrison t i t led Scenes and Hours [from notes in the 
Michigan Technological University Archives by Neil F. Morrison and published in the 
Fort William Daily Times Journal and Nordic Diver, Winter 1975.1 
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A.t -the head of rravicjatiori 

(If our  Groat 1.altes waterway, 

Stand Port ArYhur and Fort William 

Looking out 'to Thunder  Bay. 


In Lhe busy sailirig season 

Vessels come, i inlood, arid fill, 

B u l  they t ie u p  lo r  [ l ie  winler 

When (he ice-bound Lakes are s l i l l .  


Ye1 one CtirisLrui;is a i  Pu r l  Arthur 

People galhered a1  the quay 

Why should lhey he lherc on Cfit-islmas--

Whal  w a s  ihere l o r  [ h e m  to see? 


Bil-ler cold I L  was t h a i  morri irrg 
When the DlJNCLlVl stood a1 dock. 
Salvaged i i l l c r  two weeks' effort, 
Slrarided o n  a lcclyc of rock 

Stranded where i l i e  Great Lake:;' IVIOI\IARCti 
Me1 her  daorn sorrrc years before 
01)Isle Royale in I ak t?  S~iperiot', 
Broke i n  two, sank a f t  a n d  lore. 

On her  las l  [rip o l  Ihc season 

Arid her tas i  lorevcr  n1orc. 

Bcrl the DIJNELM hcld logelher, 

She was floaled, l o w e d  l u  shore. 


Arid Ihe people hi i i led her gladly,  

Arid t hey  hai led the  rescue crew, 

Glad to  have lhen? home fo r  Christmas, 

Afler a l l  l h e v  had been through. 


In l he  cold a n t l  storrr iy wealher  

TheV had s layed when  trope was slight, 

rhcy had worlied with ski l l  a n d  pti Lierice, 

Thcy h a d  labouied day ar id riight. 


Sheail led with i c e  the rescued freighter 

Had a dignity new born; 

She looked stalely a1 her  rnooiitigs 

On t h a t  clear, cold Chrisl inas mor i i  
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Fig. 4.29. Package freighter DUNELM aground a t  Canoe Rocks, Is le Royale December 
1910. U.S. Army Corps  of Engineers Canal Park Marine Museum Collection. 

Fig. 4 30. DUNELM under  tow after release from the stranding a t  Canoe Rocks. U S .  
Army Corps of Engineers Canal Park Marine Museum Collection. 
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CHAPTER V. SHIPWRECKS OF ISLE RBYALE: 
THE ARCHEOLOGICAL RECORD 

Introduction 

This chapter consists of a series of analytical descriptions of each of the principal 
shipwreck sites at Isle Royale. For each site a depiction i s  developed through 
graphics and narratives of the remains on the Lake bottom. Empirical observations 
are interspersed in the narrative with references to  those aspects of the historical 
record that most influenced our approach t o  data recovery in the field. The best 
way to understand a n y  preconceptions held by this research team i n  i ts 
interpretation of the archeological record is to  read, in i ts entirety, the historical 
record section of this report, which identif ies a l l  of the archival elements thought 
pertinent t o  the archeological analysis and site interpretation. 

The historical record has been isolated in this document to  emphasize a n  overall 
philosophical approach to  Historical Archeology. Archives and oral accounts were 
used t o  establish that major wreck events had occurred and t o  indicate 
contemporary notions about what happened and why. A chain of evidence was then 
developed t o  support a constantly evolving explanation for how each ship was 
Transformed into an archeological site due t o  the wreck event and subsequent 
post-depositional processes, whether natural or cultural in nature. 

In each case, the archeologicat record is seen as  the hard evidence that confirmed, 
controverted, or augmented the historical record. In many instances. on-site 
observation also suggested new areas of inquiry. Establishing a range of 
expectations f rom the written and oral traditions enabled identification of more 
fruitful lines of inquiry much quicker than would have been possible in a totally 
inductive framework. Generic and specific research questions are explicitly stated in 
the research design section of this report (Chapter I). The analyses presented 
address most of those questions and in a l l  cases were guided by them. 

The amount of t ime devoted in the field to  each site was variable dependent on 
several factors. The intact vessels, for the most  part, received less attention than 
the ones that were broken and scattered. In a dispersed wreckage field the 
archeological record requires more explaining; i.e. there is more discussion 
necessary to  establish the identitv of each piece of vessel fabric. The more intact 
the wreck, the less t ime needed to  ascribe function or significance to specific pieces 
of structure or machinery. 

Additionalty, in the decision-making process about t ime allocations in the field, more 
weight was given t o  those sites representing vessels without plans and t o  the older 
wooden vessels, which, coincidentatly, ended up being the s a m e  ships. Also, wood 
usually breaks in discrete units a n d  individual components retain much of the i r  
original form, much like pieces of  a jigsaw puzzle. In contrast, steel plates in a 
high-energy site buckle, fold, and adopt  shapes that are generally irrelevant to the 
process of archeological reconstruction. Consequently, more latitude was given t o  
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the i l lustrators in por t rav ing f ine detai ls of dispersed metal wrec:kage l h a n  dispersed 
wooden pieces. One m a v  expsc-e, therefore, that .tho deta i ls  in 'the porlrayal o-f the 
tw is ted  structural remains of GLEIVLYOIV, fo r  exarnple, inay not match -I.hc? level nl  
accuracy inherent in  drawings of CIJISHOLIVI, CUIVltlEtILAI\IU arid MOIVARCI I .  In the  
case of ALGOIVIA, a decision was made to  documeril only a represerital ive sarnple o l  
the wreckage fields, because i-t would have been extrcrriely expensive arid 
time-corrsurniriy t o  produce a high-resolution map  of -this widely st:aItercd site, 
much of which l ies in deep water. 

As with a l l  art:heological enrleavors, the provori ience o f  the rnaIer ia I  remains arid the  
judgmerit o l  the researchers deterrriirie where "si-tes" begir i  and  end. For [his repor't, 
artifactual rnaterial that  was spatially continuous or cont iguous was s e e n  as  
composing orie site, regardless of the i iature ot t h e  cultural rnaterial itsel-f. 
Corrsequentlv, the wvet:kx of CUIMBLRLAIVD arid CHISHOI_IVI arc rrea-Led as o n e  siLe 
because their rcrnains overlap spa.i.ially ( i t>  [ t ie Lake botlorrr. These I w o  ships are, uf 
course, .treated separately i r i  the historical record chapter ( IV).  t lV lPI iRl3R a n d  
DUNEL-M arc also t reated a s  orie site for the same reason; it is only I h e  analys is  o l  
t h e  remajiis tha t  ascribes separa le  identi t ies 10 t he  wrct:ka$le of  EWIPEf3OR as  
opposed to the nearby arictiors arid o.llier residues attr ihutahle t o  Ltrc DUNELM 
stranding everit. The ia l te r  evorrt did riul end in  corriple'le loss o f  lhe vessel, but d id  
result in a limited arnount  of material residues. 

The one excepliori  to the ru le  i r i  tho way sires were delir ied Cor this presentat ion is  
in  the 'treatmer\.t 0-f a p i t xe  of ship structure located of [  CumL)r?rland Poirr t  several 
mites f ro in l l i e  ma in  coticei i tral ior is of I;UIVIUEtII_ANU wreckage. [here is corripellirrg 
evidence tliai tlr is piece o l  struclure i s  indeed a por.tior1 t i [  CLJMHFRLAND, wh ich  was 
depos ikd  there after .the wreck event, arid because i-l-was convenienl from a n  
org ti n iz a'ti c) n a I po ir i  t D f v iew , i-t w a s ir i  t: I uded a s pa rt 0-f .t Iie C I J  MBFI f iI..AN D/Ct 1 IS I40I_M 
site dest:ripliori. In all, .this seciioti w i l l  include 9 site descriplions on(:or~ipassir ig 'I 'I 
separate stripwreck events. 

Observa iioris 

Although the specific problems identi f ied fo r  each site in the research des ign arc 
addressed in the coriiex't o f  the  individual s i te  discussions in this chapter, there  are 
some obsevvatioris that car) be rnade relaled to  issues ideririiicd ill t h e  general 
pro hle mi state rrierit . 

First, the material remains of vt:ssels at lslc Rnvale g ive ltre irr iprcssiori of industr ial 
inlensitv ever) rriorc thari i s  ir idiciitcjd i n  'tlie historical record. Ttierc i s  IiHIe in t h e  
way of recreational vessels or vessels designed solely for passenger excursioris 
represented ill either the  major  shipwreck popi i la l ior i  o r  tht! n i rmhcr  of srriall craft 
wrecks, which are prirnarily f ish tugs. 'I'his is [tot necessarily cotnparible w i th  
ex11e ct a P io 11 s b c! a us e t l I c: re was s iIJ n ifi  c a  n.1 r e so r t . -(1 r i e ri tcd act I \ r i  i1y a1 1s I e RoyaIe as  
evidcnccci from exarnin;i-ticir~ of  la i rd  based sites (Chapter VI) a n d  the Iiistorical 
rec o rd. 

Regarding tho role Is le  Rovalt! played i r r  Lake Superior navigaiionat tiistorv: i t  i s  clear 
that  it was rnore Phan jus.&that ol' a natural obstacle t o  shipping. At  least (J~IG of -the 
rnajor shipwrecks (AIVIEFZICA) was intirrialely tied to  the is1ari.d. and rnat iy of the 
smaller wrecks were t ied to  fishing or support activiTies of the islarid pop!il;ltion. 
Resou rc  e L-xlracti r) ri w a Y a rna j or motive f o r p reh istoric a rid t i  is.l o ric a 1 h 11 r na r i  a c'i'i v i ty  
in the area followed terurporally hy recreation and leisure values tha.i- everrtually 
predominated, resul-ting in i t i t !  isiarid becorning a national park. 



The number of modern wrecks associated wi th  the bulk trades is remarkable. It is 
rare t o  work in an area in which there is such a disproportional-e amount of 
post- 1900 shipwrecks. Even considering the shorter history of maritime activity 
compared t o  the Atlantic seaboard, for example, the fact that there are no known 
shipwreck sites representing sailing vessels would not  be predictable f rom the 
historical record alone. This disparity is additionally noteworthy when one considers 
that steam vessels had much greater flexibility in coping with navigational problems 
associated with shipping environments with limited sea room; i.e. they could 
maneuver without dependency on wind conditions. If one were only t o  use the 
visual remains a t  Isle Royale and never open a book or visit an archival collection, 
the impression would be one of steam mayhem. It would suggest t o  the viewer 
that something about the nature  of steam applications on Lake Superior (perhaps 
differential capital investment f rom that associated with sail) was resulting in 
increased risk-taking ventures than under sail. The preponderance of steam vessels 
could also be the result of the formation of shipping lanes after the decline of 
sailing vessels. It is no t  at all clear That this situation is replicated on the eastern 
and western U.S. seaboards. In Florida, California, Cape Cod, and numerous other 
areas investigated by this research team, it would b e  extremely unusual to  have no 
sailing vessels represented in a shipwreck population of 10 major vessels. Even if 
the answer is that "they haven't been found yet" a t  Isle Royale, it is still noteworthy 
that the  first 10 located are all steam, and it is unlikely a comparable population of 
sailing vessels has thus far escaped detection. 

Some other general observations derived from examination of the material record 
has t o  do with post-depositional processes. The lack of superstructural remains 
from the vessels is notable, as is the fact that in alt the ten complete major losses 
a t  Isle Royale, including the "intact" sites, the pilot house remains in ptace only on 
CONGDON. This would not have been predicted before examining the sites. 
Although it is understandable that lighter structural remains would be less 
well-represented in the archeological record than the heavy hull components, it is 
surprising that in a fine preservation medium such as cold, fresh water, almost 
nothing related to  superstructure remains. The lesson this leaves the viewer wi th  is 
that superstructure, which is the least well documented part of a vessel in 
construction plans, is also going t o  be the least well-represented under water. It is 
also the part of the ship that is the most dynamic in an architectural sense, because 
it changed the most over time. These modifications are, of course, the signatures 
of adaptive behavior t o  meet exigencies of social change and vessel use. The 
ability to  compare the modifications against the original intent, for  function and 
form evident in the hull construction, is what is lost when one loses superstructural 
remains. 

Another general observation that can be made is wooden vessels of  the 
construction dates as represented a t  Isle Royale (1871-1890) tend to  break apart in 
a very predictable fashion. They disarticulate along the turn of the bilge into fairly 
large discrete units. The point of greatest variability in the wreck process on the 
hull of the vessel is the bow, which is not well  represented in any of the three 
wooden ships wrecked a t  Isle Royale. 

There is much to suggest from the individual site analyses in this chapter that ice 
damage is a significant factor in the site-formation process, preceded only by the 
short period immediately following t h e  wreck event  in which the ship is often in a 
high-energy zone, and by those processes which can be related to  human activity 
-- "C transforms" in the sense of Schiffer (1976:12-19). 
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There  arc t w o  points  at  Isle I joya le wtiere there i s  a c luster ing effect for 
shipwrecks. Uric i s  Canoe Rocks and the  o-ther i s  Hock of Ages. I t  is not si irprisir ig 
tha-l: sh ips tct idcd i o  pile U ~ Jin these areas because tticv represer i l  po i t i ts  iha't ei ther 
course ctrat igjos were taking place, or l t i a i  a vessel was a t  rrros'i: r isk  j u s l  prior to  
rnalting a course (:har~ge to  avoid Isle Royale.  The cornposit ior i  0-I the coriceri ' tralion 
i l l  Ca r i  o e lioc:ks, k r  ow eve r, ha s im [I Iic a t  io II  s for  u r i  d e rs ta iId irig .the e c o 11 o inic 
dyriarnics of - h e  I ier iod of vessel  losses. 

All Itre shipwrecks iii the v ic i t l i l v  o f  Carioe Rocks were dowr ibound Eroin Port Ar thur  
or Kart Williarn. The locai io i is ,  t i m e  of loss, cargo and rype of vessel closely -fit -the 
mod eI of I-al ie S IIp e  rio r s t i  ipw re(:k d i s tr i t i  t.i t i oIi devc lo ped by  I-!CII se ( 'I98 -I )~ 

The spal ia l  tlis1rit)trtiori rrrodel o'i IHulst! Iitiks s i le  loca l ion to  rransportat iori ,  rather 
than setlletneri'i. The rriodel ref lects the cultural history gei ieral ly and the 
lra i l  s p o  r ta  t i  o r I  i nd us i r y  speci C i  c a IIy. The s hipp i trg in d  us iry was s tr 14 c iu red  by i ra  d 8 

routes, iiid 11 s tr ia 1 deve Iu 11rrie 1 1  l a t id t t i  e [ i t  iy s ic a I en v i ro r i  rne r1.t. I i11 Ise Cl e rri o r I  s t r a  l ed  
t hat s11 ipp i Ii y Is a r i  o t i  -ra ii do i n ,  c u ltiira IIy p a l le rencd p he n om eIIo 11, a r \  d con s e q ue r i  t ly 
s hi[I w re(: 1:s w i II s i n-1i121r Iy bc p a l  i: (3 r r i  ed a I I  d t Io II -r a 11do r i i  it i  t t i  e i r d is tr i k ii I: i o r i  [tiLI Isc  
' I Y O I : % ) .  

The  .typica I d ow II t30 LI rid na v ig a iio ii route i r  o in 1'0 r i: Ar I:t I ~ir a rid Foit Wil Iiii i n  (:or1 ta i r is  
four course cti;irrges after leaviric-) -1'ttiirider R a v .  The f i rs t  iwu are Inade to avoid Isle 
Royale. 'I'he f i r s t  (:c)ursc charrgc i s  m a d e  a t  the rriouttr of ' I ' l iundcr Hay a s  Pie lstai id 
and Thunder C a p e  are passed.  This course alteratiorr airns .the vessel  d i rect ly  for 
Passagc: Islaird, (t ic st1ortes.t r o u i e  around ilrc rior'th (:rid of Isle fioyale. I\lavigatiorial 
errors in seleii ig and rnaintainjng this coursc contr ibuted rJirectly to  'Ihe Carjot! Rocks 
and v i c i 11 i,Ly w rec ks . 1-hc se c o r i  tl a I-ic? ra ti o i i  occ I I  rs i r n ~1'0 c?tlixl:E lv a f t c  r c l  e a ri 11g 
Passage lslatid aird corrects  -for the skiortcsi course .to Whitef ish Poir i l  The 
coristruct ioi i  [if the ligliihousc! on Passage island i r i  1882 yreally diri i ir i istiud .the 
polcri t ial  -for wreck occurrence a t  tho  sccoritl course c:tiilrlcje; corisequerrtly, tficrc art? 
no  knowii wrecks  af ter  tt1a.t da-Le in the area. 

The knciwii si,tes or1 Carioe Rocks ref lect  the hc i ivy  bulk t ra f f ic  ol' Ihc l a l e  r i ineteer i~ l t~  
to wid-- r wewl ie l l i  Ceti-tury. The shipwl^ccks of Canoe Rocks: ElVlFVHUl-i, C O I U G D ~ N ,  
DUI\IEI.M a s  well as  IVIONARCH (wrecked on The Palisades j u s l  in--shore of Canoe 
Ror;ks) were a l l  carrying Cariatl iari cargoes, atid a l l  hut COI\lGUOI\I were Cariadiarr 
vesscls. The location o f  t h e s e  wrecks reflect the growih uj. C a r ~ d i s ni'reighl lrades, 
pri i i iar i ly i ro i i  ore aird gtairi, 

Cariadiiii i grairi product io i i  r i iovutl wes iwa td  i r i  ii similar- patlcrn as  ,thai of the 
United States ( s e e  C h a p t e r  Ill). Port ArLliur arid For i  William, Ontario becarrie i t i e  
rriajoi Canad iar i  por ts  011 Lake Superior soon at'lcr I t ie  comple-tioil o.f che Cariadiart 
Pacific I lailway, wh ich  c:ontiet:Led Por t  Arilrtir w i t h  Wiriri ipeg in  'I 883. IWor to .this 
dace, most Cariiidiali grain was stripped out oI' II~ilirLti. 
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CONGDON (1907-1918) was loaded with wheat when it was wrecked. DUNELM, 
stranded in 1910, carried a load of wheat flour. 

Iron ore shipped from the Canadian Superior port  cities never reached the 
magnitude shipped f rom the American ports. Ore bodies comparable i n  sire 10 
those on the south shore of the Lake were not discovered on the north shore. The 
source of iron ore shipped out of  Port Arthur and Fort William was the Steep Rock 
mine west of Port Arthur in the Atikokan district. The mine was discovered just 
before 1940; mining operations began in 1942 after the Steep Rock Lake was 
drained. A new ore dock was bui l t  a t  Port Arthur for  the trade (Nute 1944:155-6). 
EMPEROR, sunk in 1947, was carrying 10,000 tons of Steep Rock Mine ore. 

The other principal export of  the Canadian Lakehead was lumber. There are no 
wrecks currently known on the north side of Isle Royale with a load of lumber. 
Basing a prediction on the pattern of ship loss that develops f rom those in the 
vicinity of Canoe Rocks, it is likely that one exists, yet to b e  discovered. 

ALGOMA and KAMLOOPS, vessels wrecked well away f rom either end of the island, 
were Phe result of severe storm activity, and possibly equipment failure i n  the case 
of KAMLOOPS. GLENLYON was wrecked while seeking shelter from a storm. 
Outside of the attributes of cargo and general location, the final location of these 
ships could not have been predicted from the distribution model. 

On the south end there also is a concentration of shipwrecks. Three vessels are 
wrecked in close proximity over a period of 44 years. CUMBERLAND and COX 
wrecked on Rock of Ages while downbound from Canadian porls t o  
Duluth/Superior. Because of participation in the passenger/package trade on the 
North Shore, their final location could have been anticipated. CHISHOLM, in contrast, 
was a bulk freighter that had left Duluth downbound with a cargo of grain for 
Buffalo. The ship was caught in a storm and released its tow, which was a 
schooner carrying a cargo of lumber. CHISHOLM was lost as a result of  navigation 
error while searching for its consort around the south end of Isle Royale. Its 
location could not have been anticipated by the generally accurate shipwreck 
distribution model of Hulse. Some shipwrecks occur as a result of activity not 
anticipated in a general distribution model. 
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C UWI B E  R L.AND/C HI SI i0LM: SITE DESCI<It"1'10 N AN D ANALYSIS 

S i te  Location 

The wrecks CUMBERLANL), Cl-IISHOLNI, and COX are  on a shallow reef  socithwesl of 
Rock of Ages l igt i thouse o n  the  south end of Is le  KoyaIc. 'The vessels are wil lr jr i ti 

square, 3,00O--.teet ori a s ide,  w i th  i'is geographic c:criier a t  (IIQ51'%U"N and 
89'.19'32"W. The center  is 3.9 s l a l t i l e  miles from i h e  s.tarboard-tiantl n u n  buoy at  
Cumberland Point on a true bearing of 275 degrees. It is 336 degrees t rue frorri the 
starboard-hand n u n  buoy southwest  of Rock of Ages IigliLliotise aiid 22.2 degrees 
.from the l ighthouse a dislance of 4,000 fee t  (irseful lor chart plot). Cln si'te locai iari  
i s  best  from I\lor,th Rock: t he  si-te i s  258  degrees .true, 2 . A  statue rni les frotn the rtick. 

The wreckage o l  CUMBEHl.AI\ID a n d  t l E N H Y  Ct1IStIOLIVI ;ire iri.Lr!rrnirigted near he 
lighthouse ~1.tRock o f  Ages reef. They rcprcsei i t  two wreck everits sepa ra t ed  by 21 
years, b u l  t)ct:ausc their rernairis overlap or1 the Lake botlorri, l t i ey  will be trealtxl as 
one site in the archeological record. Thc his-l-orical trr;i(:kground of ' lhese vessels 
leading up .to the wreck even.ts is prescrilerl in detail in  Ctiayrler IV. 

Ir l  ad d i L io ri .to prov  idir i  g a ren-ta rkab 1 a ryi u se u rn-.I i ke ex11i hit oi-1 Ia le-. IN i r i  e lee ri I:t i  
Ce I1.L 11 ry wood en ve sse I (; oris 1r1.1 c t i on, t tie C UfvI BII H LAND/C 1-1 IS t101.MI r c IT) a i n s ,  wh en 
c losely  exarriirit.d, reveal  rritich abou-l- hol-tr wreck  everits and t h c  subscquerit  
~)os l . -de i ,os i t ior~alprmcesses. Firs.[ i rnpressiorrs of th is  s i te  by divers I iave heeri 
character ized b y  phrases s u c h  a:; " rnass confus ion"  a i ~ d"huge jctrrible of iirnhers." 
Wha-L a t  firs.{ appears lo be a hopeloss j igsaw puzzle m a l e s  good seiise, however, 
when attr ibutes pecul iar t o  e a c h  vessel are discerned, a i id  t he  who le  is redtic;i!d to 
rriaiiayeahle s i z e  on paper. Givcrr Iho curislrainls ut' iiriderwater visibility arid thc  
large size o f  .the site, divers car1 never scc  m o r e  than a sr i ia l l  f racl ior i  of the  
wreckage ;It one timt?. This makes accurate rnaf)pirlg criZical to ot i lair i i i ig a n  
undcrslanding of tho site. 

II: i s  apparetit .from a brief p c t ~ L r S i ~ lo l  the s i te  rnap in Figure 5.1 t l i a l  I t i o  twc~vesse ls  
corriprisirig the site are hi-ukuri i r i to several large,  discrete units. lblost ol these 
stri icfural cletwierits are spread th rough a single underwater  ravine .that ranges in  
del i t t i  from 20 to  C!O .feet. The except ions are t h e  rudder o l  CHISHOI..M localed p i j r l  
way down  ,the reef, the porliciri 0 1  hull ori whioli l l re CHIStlOLIVI engine rests  (V) in  
'I40 foot  of water, arid a disarticulatocl piece o t  hull (IV) -that l ies r iexl t o  i i  a t  150 
feet of deli'th. These la-tter p ieces are a l  the boitorn of a drop-of f  ilia1 fr ir igcs the 
rock recf 1tia.t i r i  t u rn  surrounds the iriaii-t wreckage f ield iii shal low water .  l o  gain a 
perspective ori the site irr i t s  ycireral environrncrital co r i l ex t ,  Figures 5.2 arid 5.3 
have been provided. 

At.tribu.tirrg these various hull sec l ior is  'to one vessel o r  -the o.ilrcr bccornes  easier 
w ti e r) sev era I s e Ic ct iv c f a  I:i o rs a re re(: og ni z e d. 

The most I-ernarltable r;otilrasl tie'lween t h e  rerl iains of the two vessets is s i re  The 
following iah lc  i s  a general corriparisori of t he  t w o  vessc ls  a s  h u i l ~ :  
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Table 5.1 CUMBERLAND/CHISHOLM Comparison 

Dates Gross Tons Length Beam Depth 

CHISHOLM 1880-98 1775.3 256.5 39.3 20.3 

CUMBERL.AND 1871-77 629 204 2 6  10.7 

Although both vessels had two decks, CUMBERLAND was a side-wheeler, and 
CHISHOLM was a propeller-driven bulk freighter (see Fig. 5.4). The length to depth 
ratios are:  CUMBERLAND 7 : l Y ;  CHISHOLM 1:12.6. The length to  beam ratio for 
CUMBERLAND is 1:7.8, indicatjng a long, narrow hut1 configuration when compared 
to the bearnier CHISHOLM, with a ratio of 1:6.5. The higher ratio of CUMBERLAND 
reflects the desire for speed in the passenger trade. CUMBERLAND probably would 
have drawn about 6 feet o f  water and CHISHOLM 12 to  14 feet. 

The comparison of the documented dimensions of the t w o  vessels indicates that the 
scantlings of CHISHOLM would be significantty larger than those of CUMBERLAND. 
This observation was supported by the examination of the wreck remains on the 
site. l h e  remains of the two  vessels could be separated o n  the basis of the single 
attribute of size alone. The remains of CHISHOLM are massive compared to  
CUMBERLAND (Fig. 5.5). 

CUMBERLAND remains are characterized by split frames that were employed in the 
construction process (Figs. 5.6, 5.9, 11). The futtocks are separated by a spacer 
block and are quite distinctive. CHISHOLM, in contrast, had the more common 
solid, triple-futtock framing from the keel  to  the turn of the bilge (Fig. 5.22), double 
futtocks from there to  the weather deck and a single-frame t imber that continued 
up to become a stanchion of the bulwark. At a l l  points in the hutl, this style of 
construction can be easily distinguished f rom the split frames and associated 
architectural attributes of CUMBERLAND's wreckage. 

Another useful diagnostic element is the diagonal strapping that was used to  
provide longitudinal hutl support in CHISHOLM. At any point where the broken hull 
sections expose the interface between the molded face of the frames and outboard 
planking on the side of the hul l ,  this metal strapping is evident. The strapping 
intersects itself a t  90 degrees and forms a sort of rigid steel basket weave over the 
hull side augmenting the longitudinal strength of HENRY CHISHOLM. No comparable 
feature exists on the CUMBERLAND hull pieces. In its stead, the builders of the 
latter vessel used a n  unusual arch support that Is built into its ceiting plank layout 
to  deal with the common problems of sagging and hogging in large wooden ships 
(Figs. 5.9, 5.11). Truss rods provided the transverse support needed to  cope with 
the special problem of wheel guard sag in side-wheelers and evidently formed part 
of the longitudinal support system as well. 

In some cases, the task of separating out hull pieces was greatly facilitated because 
enough of a par t icu lar  section was intact that two r o w s  of v e r t i c a l  or " h a n g i n g "  
knees were evident, indicating the piece was part of CHISHOLM (Figs 5.12, 5.13). 
The knees on CUMBERLAND were sawn and elongated (dagger knees), whereas the 
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separation of the t w o  wrecks based on scantling size and construction technique. 
This would have allowed the separation of the t w o  wrecks even in the absence of 
historical documentation of their dimensions. 

The steam plant of CHISHOLM presents a unique opportunity 10 study an example of 
Great Lakes technology in a formative stage. The engine is still connected to  the 
shaft and screw, much like i t  might be arranged in a museum display. It is a 
double-expansion, inverted, vertical, direct-acting steam engine with cylinders of 30 
and 56 inches in diameter and a 48-inch stroke. The t w o  cylinders pushed the 
CHISHOLM a t  almost 9 knots. 

The engine, number 128, was built in Cleveland by Globe Iron Works the same year 
as the hull. Upon examination, one is struck by the ornate quality of the steam 
jacket around the cylinders, which contains wrought iron borders and diamond 
designs in the center of  each cover. The engine cylinders are mounted on top of 
iron supports cast in the shape of columns. The supports between the columns are 
in the shape of circles. 

This is the earliest steam engine extant of the lste Royaie shipwrecks, and i ts ornate 
embellishments reflect a t ime when the designers of steam engines were concerned 
with both function and aesthetics. (A discussion of the cultural context of 
machinery decoration in the Eighteenth and Nineteenth Centuries relevant t o  the 
interpretation of the the s t e a m  engines of Isle Royale can be found in Kasson 
1976.) None of the other engines of the ships of Isle Royale shows the  same regard 
for  aesthetics on the part of the designers. In other wrecks, e.g.  AMERICA, the 
embellishments have been executed by the men who used the machines, rather than 
the designers. 

CHISHOLM’s propeller has four blades; the t w o  lower ones are broken (Fig. 5.19). It 
is uncertain if the blades were broken as a result of the initial wreck event or the 
tr ip down the slope after the stern section separated. It is most likely that the t w o  
lower blades were broken as  the stern settled. The first historical accounts of  the 
wreck indicated the bow was aground with the stern over deep water. The break up 
of the wreck occurred as the stranded vessel was buffeted by t w o  storms in quick 
succession (Detroit Free Press Oct. 26, 27, 1898, see Chapter IV). 

The propeller shafts and shaft log are in their normal position. The tail shaft is 
flanged to  a thrust shaft. The thrust shaft has a single collar that  articulates wi th 
the thrust bearing mounted on a pi l low (or plumrner) block, which is tied into the 
centerline keelson. The single-collar thrust bearing was sufficient for  the relatively 
low rpm of CHISHOLM’s engine (Fig. 5.20). Multiple-collar bearings came into use  
later to  dissipate the increased thrust and fr ict ion of the more powerful 
triple-expansion engines and larger hulls. A typical example of the multiple-collar 
thrust bearing may be seen on the shaft of GLENLYON (Fig. 5.43). 

The rudder of CHISHOLM (Fig. 5.15) is in 70 feet of water immediately upslope f rom 
the engine. The visible steering chain is attached through a block t o  one of the t w o  
tiller arms on the rudder stock. 

The rudder is typical of those f i t ted to  contemporary wooden propeller-driven 
vessels. Figure 5.21 shows  the position a n d  atrachmenl of the rudder on a similarly 
constructed bulk freighter of t h e  period. The rudder is not hinged on a gudgeon 
and pintle arrangement common in earlier vessels, but rather, the rudder stock is 
suspended f rom a rudder carrier that is inboard of the horn t imber. The lower end 
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of the rudder s ~ o c krests a n d  pivots or1 ttre rudder shoe. The rudder shoe is a flat, 
iron casting ai lached to  the uriderside of t h e  keel extending about four frames 
forward ol the stern post, ar id aft beyorid .the screw 'to support The base of the 
rudder. 

CHISHOI.IVI had t w o  iron rods wtending -from -the horn tirrrher as additional support 
for the rudder a n d  shalt. One rod was attached to the lower side o f  ttre horn 
tirribcr positioned a t [  of the screw and .forward of t t i e  rudder. -l"tiis rod, which 
supporled the aft  end  of the rudder shoe, is not depicted in ttie example 0.f Figure 
5.2 'I. 

A second trun rod  extending Frorri the horn Lirnber terminales a t  the a i l  end of Lhe 
sliafl log forward o I  [ t i t ?  screw This rod appears to b e  adjus iab le  and apparently 
used to relieve the iens ior i  or l h e  bearing 011 Llre shaft 

ExaminaLioti oC the siernpos.t tfirec-tly ber iea l i i  Lhe horn timber revealed Rornari 
numeral depth inarks. tUutnoraIs XI1 and Xl l l  were o r 1  .the upper  edge of t h e  
stertrposl. The numeral XIV was split betwecri t h e  Hernpost arid horn tirnher (Fig. 
5.23).  

Portions of side. wheels were lot:ated on the other erid of the site from t h e  
CtllSl ICl1.IVI eri~gine(Fig. 5.1). Obviouslv related i o  CUWIUERLAND, l t iey iridicatcd tha i  
wreckage scalier f rom -this vessel lie gerierally t o  ttie north. A boiler arid condenser 
were located betwecri the paddle wher:l fra;jrrionls arid .the ooncetitratiori of hull 
remains. The boiler and cngiric cylinder, which st i l l  rcrnairis in the hull of 
CUMF3ERLAND, are scpnralcrl by ii distar icc  of 290  fect. I n  t t re  irrirrierliate area of the 
boiler thcre  was also a piece of pari ic:uIarl~ heavy structure, which could be a 
portion of rcinlorccd dock below the boilcr. 

Propulsion elerner i ts or CUNlDLIlIl~AIVDarc spread along il dis iance of over 4011 feet. 
Ttwrc a re  paddle wheels iri 80 f e e l  or waier a t  a d is iance of 300 feet .from the 
engine cyl j f ider. A paddle wheel ,flatige arid ttiree radii (or paddle wheel arms) are 
located on thc hul j  side of CHISHOLM '135 feel in the oppositr? direction from the 
CUIVlt~ERI-ANUengine cylirider (SocLion IV, Fig. 5.1). 

The paddlc wlieltl s e g m e n t s  (Fig. 5.7) arc3 c o n n e c t e d  to  a cast--.iroti f lange that  forms 
the hub Thc paddle wheels had ar i  ouler a n d  inner circle or  r im  of wood (square) 
cor inect i r ig arid s-i:retigthetiiriy itie paddle  wheel arms or radii. The paddle arrns 
were separated by 4-inch squai-e blocks 2 fee[ '10 inch luriy behirid the outer rim. 
The rirn strengthcncd the outer Cir(:tLryt'ferencc! of t h e  wheel a i  I l i e  edge of the 
f 10ats. 

The it-iiior rirn, 2 feet 6 inches below the outer r ini  where the buckets (or floats) 
were aTtactied, was made of wood wiTh a circle hotli on tho inside and outside of 
ttre ar tns.  There was no ovidotrce o l  i ron reinlorcetrietit o r 1  .the circles of i l io paddle 
wheels of CUIVIOL:RL.AI\JU a s  would be typical of wesrcrn river prac-tice ~~~ a rol'lection 
of lhc! l a c k  o f  f loal ing obstructions on ,ilic! taltcs that frequcn-LIV darnaged the 
weslerri rivcr patidle whccls. 

The paddle f loats were attached to .the arrris by three iron through-bolts. The 
dimensions 0 1  t he  extant floa't:; or buckets  are 'I Ct?e.t R inchcs x 1 inch, arid 7 feet 
lorig. A secliori uf paddle wticcl was located a t  a dep.th of 8%fect  with buckets :;.till 
attachor1 (I:i:.j. '.:I). 
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Western river steamboat buckets were most  often attached by an iron ”U” rod or 
stirrup that bent around the arm and bolted through the bucket planks. This 
variation may be the result of  the different environmental conditions of  the Lakes 
and western rivers. The western river steamboat frequently damaged paddle wheel 
buckets on floating debris and quick replacement was necessary. The U-bolt 
assembly practice allows quicker replacement, although it might not he as strong as  
the Lakes through-bolt attachment. The Lake paddle wheels were stronger in the 
buckets and weaker in the arms than the western river vessels. The western river 
practice strengthened the arms (the most difficult element t o  replace) and 
cons ide red the bucket exp e nd a b Ie. 

The paddle wheels of CUMBERLAND were estimated t o  be 26 feet in diameter. The 
arms are 12 feet long f rom the hub to  the outer rim. A contemporary newspaper 
report gives the diameter of CUMBERLAND’s paddle wheels as 30 feet (Detroit Free 
Press Oct. 4, 1871). The field observation estimate was based on the length of the 
arms attached t o  a partial flange. Given the 12-foot paddle wheel arm length, the 
complete flange would have had to  be 6 feet in diameter t o  conform t o  the 
historical dimensions, which is unlikely. The contemporary diameter may have 
included the paddle wheel boxes in the 30-foot measurement. 

The boiler on t h e  site (Fig. 5.8) is f rom CUMBERLAND; of this there can be little 
doubt based on both archeological and historical evidence. The boiler is in 
proximity t o  the paddle wheels and quite removed f rom the engine of CHISHOLM. 
An explanation would have to  be developed t o  account for  the movement of the 
mostly rectangular boiler far f rom where i t  would have been tocated if it had been 
part of CHISHOLM. The possibility that another vessel could have deposited the 
firebox type boiler can be dismissed: there were no structural remains located that 
did not conform to  either of the two vessels. 

Historical evidence also supports CUMBERLANO as the origin o f  the firebox boiler, 
although the records of what type boiler CUMBERLAND carried and whether they 
were salvaged have not been located. A rectangular, multi-tubular firebox boiler 
would be expected o n  CUMBERLAND. Firebox boilers were used extensively after 
1850 on walking beam side-wheelers. Beam engines normally operated with less 
than 50 pounds of pressure, the pressure normally produced by a fire box boiler. 
Compound engines required 200 pounds of pressure or more, considerably in excess 
of the normal capabilities of  a firebox boiler of the type located on site. Historical 
documentation indicates that CHISHOLM carried Scotch boilers a t  the time of loss 
and they were salvaged in 1901 (See Chapter IV). 

The elements of propulsion other than the boilers located in the shallow area of the 
site can be attributed to  CUMBERLAND. The pressure vessel in the vicinity of the 
boiler appears t o  be a surface condenser, the type recorded for CUMBERLAND, and 
of a size too  small for the engine of CHISHOLM. Surface condensation came into 
general use in 1860 and resulted in a reduction in fuel consumption when coupled 
with higher steam pressures. A first-class vessel, Iike CUMBERLAND, built in the 
early 1870s would generally have carried a surface condenser t o  reduce operating 
costs in the highly competitive passenger-package trade. 

An iron cylinder 36 inches in diameter and about 4 feet long was also located near 
the largest concenrrarion of CUMBERLAND hull remains. This is much t o o  small  to  
be the main cylinder (CUMBERLAND’s engine was 44 inches in diameter wi th an 
I l - f t .  stroke); it is probably the air pump. 
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Undcrnoatlh I h e  inver ted rriairi hull sectiori  o l  CIJIVIHEHLAIVI) ( C U  Holton?, Fig. '..'I), [ l i e  
bottoin oC the iriain cylinder was lo(;iltcd. The boklurri of this: feature carr be v iewed 
lkrrough a break in the hull p lanks. Nearby, rnotiir~rxloii 'ilie Irotlotn o l  Ilie h u l l  is  a 
re(: l a  11 911 Ia r fea tu re 1:ha l  c o 1-1La i ns a I o 13 ecl s haft (rese iiib I ir i  g a rri [XI e r t i  y a s e r i  y i11 e 
ciirn s h a l i )  of uricer-taiii funciiori. This may i iave heerr a p a r t  o r  [tie rrie[:hatiisrn fo r  
operatirig etigit ie and pump v i i l v ~ : ~ .  

The 1as.t elcmeiit:; related lo ship pro~iuls ior iloca-ted oil  the site were lhe tops 0.r 
the A- frames (Fig. 5'1(1). Thc A.--rrarrieswcre wooderr -tirrit)t!rs, heavi ly laslencd wil l)  
iroii, co i is l ructed in an A stiape to suppor l  i i i e  ovcr l icad st ixf i  o r  truriiiiori of Ltic 
walking b e a m  (Fig. 5.4). I h c  two A -frati-ic tops were  broken orf just  below t h e  apex 
of t t i e  f rame.  Both f r a y m e i i l s  coi i tair i  [ l ie  walkit ig beam sh;-i.f.L Ixai- i i ig. 

The rnissirig rriachitierv o l  CUIVISEHLANI) pi-e:;cii-Ls a b i t  o l  ii problcrri. I V o  otl>ci
fragineri ts ol' 1110 t n a i r i  cyl i i ider, s l c a m  c l ics l ,  w;rlkiny ticairi, ci-ank shaf t ,  li.ftii\g and 
c;onnectincj rods, piping, boi ler broec l i ing (11- sl;rt:k tiavc becii localcd. I t  is  l ike ly  , l lral 
most of the portable art i facts have beeri rerriovctl  by tlivcrs, b u i  tho larger 
machirrery Lhili is rriissirirj is puzzlirrg. I."erliaps soitit! oC i l  coi i ld lrave bccii  roi i iovotf 
by the salvor:; whcri they were  workincJ oti CI l lS l  IOLIVl, bu l  (t ic yi1c:iI:ioti rciriaiiis a s  
Lo why they or i ly  rernoved sotrio piece:; a r i d  1101u i t i o rs .  I I  they wcrt!  i i i l c r cs i c t l  i t i  
Lhe recovery of scrap, Phcn i l  is r i o l  clear wliv .the firetiox boiler was Icfl. 'I'ht?y 
certainly h a d  1110 r i ieans l o  rccovor i.L .'... t l iey salvaged i i ic S c o t c h  boilers o-E 
CtllStIOl~IVI. 11 is  hard t o  iniayirit: LlraL they s imply  ovcr lookct l  i.l, o r  did r i o l  Ioc:alc! 
t l i e  CUIVIBEHL/\I\ID boiler. 

Auxi I ia rv Ma(: I1i tie ry 

I t  is l ikely t h t  r l i e  p u m p  i r i  Figure 5.14 is f r o m  CI-IISl lOtM. Al-l-hougli uriai-taciied, i t  
l ies or1 a section of the port  s ide of CkIISIIIILNl's tiull. I t  i s  i i l s o  l ikely t h a l  i t i t !  i h e  
pump is  near i t s  proper loc;i.tion OII .the vesscl,  in I l i e  rnacl i inery spaces, a i i d  c l o s e  
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to  the boilers. In the  immediate area of the pump other evidence of  machinery is 
found. Above the steam cylinder of the pump and t o  the left above the divers head 
in Figure 5.14, a strongly reinforced through-hull f i t t ing can be seen. The location 
of this fittirig is above the main deck, and it is probably an overboard discharge. 
Some metal sheeting w a s  found in the area  (irnmediatety below pump, north end of 
Section II, Fig. 5 1 ) ,  which may have been used to  line the boiler room. 

A separated windlass wi th  some decking attached was located on the  bottom of 
CHISHOLM‘S hull (Section II, Fig. 5 . l ) .  Based on the dimensions, i t  is most  likely t o  
have belonged to  CHISHOLM. In the immediate vicinity of the windlass is an anchor, 
which is wedged between the bot tom of the hull and the starboard side. The 
wooden stock was a i l  that could be reached to  measure. The stock is 13 feet 8 
inches long, indicating an  anchor of a size more appropriate for  CHISHOLM than 
CUMBERLAND. 

Along t he  l imberway of CHISWOFM’s hull  bot tom 2 1/2 and 3-inch diameter iron pipe 
was located. This was bilge pump piping. A rod with t w o  cup-like attachments was 
found on the port side of CHISOHLM. This is assumed to  be the interior mechanism 
for a double-acting, hand-operated bilge or fire pump. 

The last feature possibly associated with auxiliary machinery is also located on  the 
assumed port side of CHISHOLM (Section I, Fig. 5.1). A 10-foot long, iron-capped 
cylindrical t imber of unknown use was discovered. The base of the timber, which 
was 12 inches in diameter, was broken. 

Hull Architecture 

As discussed, the hull architecture of the t w o  vessets is easily separated. The 
differences in scantling size and construction techniques is marked. The centerline 
frame dimensions of CUMBERLAND are 12x14 inches including a 2-inch space 
between the futtocks, while those of  CHISHOLM are 18x18 inches. On this basis 
atone, the remains of the t w o  vessels can be distinguished; however, .there are 
specific attributes of both vessels that bear close examination. 

There are certain aspects of architecture that would b e  expected of a 200-fool 
class, side-wheel passenger vessel, Indications of guards, gangways, round stern, 
sharp bow and hull support should b e  notable in the remains. 

A right-angle iron bracket was located on a section of the side of  CUMBERLAND’s 
hull (CU Side, near fantail, Fig. 5.1). The bracket, which is on the outboard side of 
the hull, was used t o  support a section of The paddle wheel guards that ran 
longitudinally along t h e  outside of the hull  a t  the height of the lower edge of the 
paddle wheel box along the level of the main deck. 

Guards (or sponsons) may have originally appeared on Fulton’s eastern river 
steamboats. Fulton introduced them t o  prevent damage to the otherwise exposed 
paddle wheels. Eastern river guards were widest a t  the paddle wheel and tapered 
fore and aft.  Later, in western river practice, guards were extended the fu l l  length 
of the hull to  add cargo space t o  the main deck. In addition, the guards gave 
support to  the outboard paddle wheel shaft bearing. 

Great Lakes steamboats normally fol lowed the eastern style of guards with the 
widest overhang a t  the paddle wheel and tapered ends. The maximum width of the 
guards was determined by the size of the paddle wheels and  paddle boxes 
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(housiri rjs ) .  Guards we re exte r i  ded t o  provid c a d d  i ti o n a  I II S:I t i  Ie tle c Ic spac: e a t i  d ease  
of cargo handling. Gangways normally opericd or1 t h e  guard level to ~faci l i latccargo 
loading. I'ackage frstglit could be wheeled Irorn l t ic  dock a c r ~ s sllre guards iriCo the 
cargo spaces ori ltie i i i a i r i  der:k. 

Judging frorri l t re  size of the righ~L--arigIeguard s u p [ l o r l  bracc, tltis port ion of .the 
hull wiis f a r  forward or a f t  of Lhe paltftlle whccl, in l t i e  area o i  niinimurri guard 
width. It is m o s t  l ikely t h a t  .the hull fiortiori wit t i  Ltrc Lraco ;r'Pla(:Iic!d is  froin .Lhe 
stern, rather than tt ie bow. -I h is spec~ila~.ior\i s  based or1 ( t ie yroxirnt-L-V 0.f s te rn  
structure (s te rnpos t  arid fantail) and  Lhc: lack of bow siructurc! airvwhere wil-tiiri tie 
rria irr site cor l  c e 11trar io r i .  

Aloriy the  upper edge of i l i a  side 0.f the CIJRilRF.tiLANU hull, ltierc are rct:1-;1rigular 
cutouts for t h e  rriairi deck beams. The rriaiii deck  beams t!xlerttlt!tl beyorid [ l ie hull 
side and supported .the guards. The rigtiC-erigle brac:es or  struts, wkict i  appear to 
occur in pairs  on CUIVIBEHLAIUU, were  tot:ijied t ie lween ltrs d e c k  bt!arn arid hull s i d e  
in the area of i l i e  largest overharig. Orre side of t l i c  bract was at.tacticd 'Lo the  hull, 
t l i e  other attached to the bearn witt i  .Llie i r o n  brace bolwtlori  .ttierri f o rw ing  t h e  
hypoterrcise of .the right angle. Exarriiria~ion o f  a por.ciori or ttie trow of 
CUIVIBERl..Al\L>, which was locatccl  in Washirig loti I-larbor, revealed .that t ho  r r i a i r r  deck 
bearns were extended over .the s ides  in ihc! forward FIilrL o f  Chr? t i l r l l .  

The rounded structure visible in Figure 5.1 (F:irit;iil) i s  f ror r i  tho s tc r i i  o-l' 
CUWI BER LAND. Th is port io 11, w i It i  exposc!d (:A 11.1 bea r n  s, si e rri 1) o sL,  (: c r i  1e r I i r) e kc! c I s o  II 
and deadwood attached, cnri be seen oti t h e  rriap t o  -the rior.tIi of I:HISI-lOl..M's hull 
bottom. The deck bearns radiated rrorri Ltre stertipos-c lo s(1prior.t i h e  overhanging 
fantail. This porliori ot t l i e  stern wotrltl tiavc beeri on .Lhc rniiiti deck IcvcI, cvcri 
with, arid a corltinualion of i t i t !  gcrarcls. T l i i s  t i c i l l  fragrvien t was the overhang abovc 
the rudder. 

IVlost 0.f t he  CUlVlBERLAND hull slructcrre Ioca-tetl on site [:orriI?s frorrr below t l i e  level 
of the niairr deck. All slruclura seeiris l o  (:om6 ft-c)rri the slem of tt ic? vessel. "[he 
sharply curved irarnes visible in Figtire 5.6 are from lhe  s ler r i  arcit butweeri the kec l  
arid main deck in tho a f t  .third 0.i ,lhe hull. 

An intereslirig I w t u r e  of the f r i l r i \es visible iri Figures 5.6 and 5.1 'I i:; . i . I i i it  t h e  
fu t tooks  are sepi lrated by a %xl+irir:h sr iacor  hlock. Thc ftr itoolts are rnade ol 
12xli-incti .timbers. l ' h e  frarries i l r t? c ) r i  %4.- inchcenters. A possikilc explanation f o r  
this f ea ture  is ,that the teohriique rer luced dry  rot in t h e  irarnes. This i s  unusual l o r  
ocean and Western River voss(?ls a:; well. ' l ' t i e  hull was built b y  IVtalcharitlion 
Simpson wf Port Robinson, C a n a d a .  Historicai rescarcti rnay produce sori ie 
additional evidence for .this CotrstrucLiori stvle ar id  t h e  ratioriirle for il. I f  trislorical 
researc t i  is  11nproduc'Liv e,  exii  tn irr a i ion o f  o L h  er w recttcd v es se I:; prod I;ntl by t hc 
builder will be .the only source 0.l' (:ornparal:ive d a t a .  This coristruc:ticrrn i s  apparcnlly 
not unique witlr CUR/IBEHI.AI\ID, bu l  il i:; r a re  011 rhc!  G r e a t  I.iikcs, kriowrr or i lv  f r o m  
brief rnentiori in historical rcfcrcnccs. 

CUIVIREKLAI\IU carried cabiris above -She rnairi deck, a s  was .the practice o r 1  ttic! Great 
Lakes after the appearance 0.f GREA-C WtiS-rtRIV in '1839. Figure 5.4 is a drawing of 
the  general arraiigernent plan of  CLJMDt-RLAl\lLl. A slcanicr of .the dimensioris of 
CUWIBEt3l..AI\ID would have tiad a b o u l  sixty cabins, plus parlors a n d  a large ladies' 
cabin 3f.t. The crew's y i iar lers  would ino:it likely have heen helow decks .  
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There were no structural features located on site that could be attributed to deck 
structures. Few elements of deck structures have been located f rom any of the 
wooden vessels. Deck structure was of  tighter construction and easily demolished 
and separated from the hul l  during, or soon after, the wreck event. 

The construction of CHISHOLM was of  much heavier scantling than CUMBERLAND 
(Fig. 5.5). The floor frames are composed of three &inch wide members.  Each 
18x18 inch frame is spaced on 24-inch centers. There are t w o  6-inch futtocks on 
the sides of the hull and one 6-inch futtock above the spar deck, which formed the 
bulwark stanchion. 

The hut1 of CHISHOLM has a large centerline keelson composed of  six elements. 
The center keelson is 15 inches wide and 28 inches deep, the sister keelsons on 
both sides are 12 in. wide and also 28 inches deep. The centerline keelson contains 
t w o  elements each 14 inches deep. The elements are fastened wi th  3/4-inch 
diameter iron drifts. The centerline keelson scarfs are not hooked, but  are straight 
diagonals. 

Next to the centerline keelson assembly is a transverse limberboard 2 7 / 2  inches 
thick and 12 inches deep. The timberway is a triangular cut on the bo t tom of the 
member. 

On each side of the hull there are 6 side or  f loor keelsons and a bilge keelson. The 
side keelsons are 12x16-inch timbers on 28-inch centers.. The bilge keelson is 
similarly constructed with t w o  5x1 l - inch cejling planks and a single 5x9-inch plank 
edge-fastened a t  the turn of the bilge. The ceiling above the bilge is composed of 
6xl4-inch p[anks. 

The hold floor is composed of 2x8-inch and 2x10-inch planks laid transversely. This 
upper layer overlies a 3/4-inch thick layer of planks of smaller widths. 

The height of the hold was 12 feet 6 inches and the height above the  main deck 
was 7 feet 6 inches, which together equals the register depth of 20 feet 3 inches 

The spar deck  shelf, bulwark and rail detail is depicted in Figure 5.5. Close 
examination of the interior of the rail cap reveated it t o  have been painted pale 
green with a routed groove at the base, which was painted red. At regular intervals 
between the spar deck knees there were 5 1/2-inch diameter cargo rings of 
3/4-inch stock attached to  the ceiling planks. 

Hull support 

A detailed study of  the hull support systems integrated into the wooden vessels of 
Isle Koyale can reveal much of what was understood by  mid- and tate-Nineteenth 
Century Lakes shipwrights about the dynamics of the stresses the hulls would be 
subjected to  by the Great Lakes. Much can be learned about the technology of 
these vessels, as wet[ as the interaction of ideas from other shipbuilding areas. The 
Lakes shipwrjghts borrowed methods and techniques from other areas as they 
developed and experimented with variations on their own  t o  meet specific 
requirements imposed by the environment of the Great Lakes. 

Fortunately, we have examples of three very different vessels t o  compare hull 
structure and support systems: MONARCH, a propeller driven passenger/package 
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freighter; CCIISt IOLIVI, oil(;(: (tie largest bulk f rc iyh le r  o n  r t w  Lakes, a n d  the 
s iclc- w l ie  t:l e r I:I J  IVtBER LANU Al I i t  ire e 11 ad diilc re r i  t hu II s II p pu r i  sy sle IT) s 

The hull of CUIVIBEH1.AIVL) was loi ig and relat ively riarrow wil:ti a shal low dcplh. The 
registered lengllr was 204 feel. The bearri was 26 feet  a r id  9he dep.th '10.7. 
LerirJtti.--L'o--bear~ira l i o  i s  'I ;7 .& arid .[he bca in  co depth is  '[:2.4.Lcng- t l i . . - to~dep i t i  
rat io i s  'l:'l9. The t i i i l l  was bu ih  'to ai'taiti h igher  speeds w i l h  rnoclcralc power 
desirable for i h e passet i  IJer/packa (1 t) i'ra d c .  Know1e dge i-i bIe op ir i  io r i  o I: I:hc p e rio d 
was t t r i i i  l t i e  longer rlie boat ,  t t ia las.Per, arid bearn be ing equal, the same power 
would p u s h  a lorryer boat . faster (Wliccjliriy Uridgc Case 'I 851: 385, 648 i t i  I-iuriler 
'I 949:85-~-119).The  ttieore.tic:al hull s p e e d  o l  CUIVII-II:. RLANU is est imated a l  'I 9 kriots. 

The letigtti to beatn ratios of t h e  western r ivers peaked a b o u l  'IUtiCl a t  'l:7.9 and 
dropped .to 'l:f3.U i i i  the '1870s, represt!ritii ig it sh i l i  i t )  erripliasis Crorn speed t o  cargo 
ca p a  ci-ty (H11 r I  L e r 1(349:8fi). C: U1Vt RF t3LRlV L:, r I![I res e t it s 'Itie  c ori t i f i  ue d ern p 11 il s is 0 t 1 

speed in the passeriger/p;rt:kaUtl irade o i l  iCie Lakes. Slower a i id  c l ieaper  propellers 
had thc co inpct i t ive aclvaii~;ige in  c a r g o  capacity, arid were getrerally desigried wi th 
m u c h  inore bearn, arid lowcr lai igtt i  .to t m i r n  rat io. Tt ie des ign o-f bulk f re ighters  on 
t t i  e L a  Ices t!t r I p tia s i I C  (1 (:;Ir ry  iIig c a pa I: itv ii rt  d c t i  ea I-, operation; speed was i j  

s (3 [: 0n da r y c o i1c; e r t I .  

The rriacti it icry of CUMBtitU.ANU WLIS IocxLed ju!;.t all: of arnidships. T h e  heavy 
keelsol is (ei igi t ie Iwelsotis) i t i  [tie erigino area arriidship suppor led  -the rriachinery 
weight  and slresses o I  the A--frarncs. It1 adtli.tiorr ' to t h e  weigtrt  of .ltie erigirie a r i d  
boilors, ihe weight of lhe  ocritmarcl pacicllc wtrecls exerted s l resses  on l j i o  hull. The 
sonceritraliur,  o f  weight in the cen ler  or the t i c i l l  t iad the eficcl of cot'ret:tirrg sotrie 
of -the l i c i l l  c~ r rva lu r t !duo .LO tiocjging. 

T h e  hull would st i l l  have [t ic l o i ~ d e n c v.Lo hog a s  a rcsttlZ of  t he  reducod huoyai icv  
froin .[lie decreased volurne i r i  the relal ively s h a r p  stcrn a i i r l  stci-rr areas o l  the hul l ,  
as  well  a s  t h o  light scatnllitigs r iccc a t y  for  L'hu Skall(JW draft design. The st resses 
i ro i r i  Ihc loi ig, narrow atid strallow d r a f t  dosi l j r i  ol' Lakes side-whecters, arid 'the 
weight  oi tnachincry rrracle hull  reitiCorc:o[nc.n.i r ~ c x e s s a r ~ ~In rnusl o l  .[he 
in itldle .~s i 2 (3 v I!s se Is 0.l: C U IV111E t<\.AN C)'s c I;1s s, s t  r 11 c:t urtlIIv- i11 t cg ra  L e d a r(:t i  ed tr u sse s 
r ~it i  ri ir i  g fo r  8--ii rid~.a rl were .1: It I! c om mo t 1 tnc 1t i  ocl oI Ioncj i.c Lidi t i;iIIy s t  ret ig~t i  6: r i  irig t l i  e 
hull. These trusses were ,tied ir i lo i he  dcadwood a t  the bow arid sicrn, a i id  rose 
above the gunwales ,  atid o f k t 1  a b o v e  the paddle boxes amidships. The hull - - t ruxs 
sysieri i  OI ihe paddle whccler i i i nc t io i i ed  rnuc l i  l ike t i e  trusswork of a kiridgc? 
fo r  i n  j IIg a s i u rdy a n d  we I I- s CIppo  r t c d  Io 11 g i i d i ti a 1 s.lr II  (: r i i  re. 

CUIVIUCtil.AI\IT), however, did no l  have l l i e  iypical arched. .truss support  systetri .  
IVotie i s  visible i r i  .[tie hisioric: p l i o t o g r ~ i ~ ~ t i(figs. 4 . l ,  4.2). AII obv ious  ques l io t i  i I r O S C  
regardirig [t ic s u p p o r l  strirciures o.i ClJMBt'RI.AI\Ir)'s hull. Several possibi l i t ies were 
c o 1 1sid e red. C UIMBEliLANU c o uId 1.1 i i  ve Io t 1g i l:ud ii ia I bci I I<t i  e;i d s Ii ke so rri e o I tti e 

s .  Uod a r i  dw c s  Lc rri r iver s iea IYI h(1a . k ,  or s ( 3  mie o i t  I i!r t 1uII-Icv c I s 11 ppo r I: in w; t i  a 11i s r ~ i  

t t i  ri ibuc kle a rrti r ige nIC IIL s we re poss i L,It?, a $1ii i 1 1 ,  in uch l i  ke the "tio cj ch a ir i  s" (:ot r i  rno tI 


lo westcri i  r iver  vessels. 


Exarnir iat ior i  o i  the vessel  rt?iri;ritis pt'oducerl features . t l ia t  were ;-I part of the hull 

st i-errgP t i  e i I i II g s ys  Le t n  oi C I J  IVI0 I:tRI..ANI). I'do sv id e i1c e of I I )  r i  <jit ud ir i a  I buI kt i  e a  d i11 g 

was observed, al-thouyti addit ioi ial  keelson stri.ir:tures Were added arri idsti ips in  t h o  

machinery area to  hatidle .[tie i nc reased  wc iy t i t  and s-tress (Pig. 5.5). 


230 



Elements of a longitudinal support system that were built into the ceiling planking 
were noted (Fig. 5.9). These curved planks were t ied into the stern deadwood and 
appeared to  arch upward on the inside of the hull. Historical research has not shed 
any light on this construction technique. Measurements of the hul l  side indicate 
that the "ceiling arch" extended to, but not above, the main deck. Unfortunately, 
more documentation is needed on this feature before a definitive description of the 
construction technique is made. 

A similar feature was predicted for  the bow. This speculation was later verified 
when a port ion of CUMBERtAND's bow was located. In July of 1984, after the 
writing of the first draft of this section of the Isle Royale report, divers from the 
Submerged Cultural Resources Unit in association wi th  Park Ranger Jay Wells 
located and videotaped the bow section of CUMBERLAND in about 6' of water in 
Grace Harbor. A t ip f rom Stanley Sivertson, Captain of WENONAH that "an old dock 
structure or perhaps a piece of wreckage had been sighted frequently by locals in 
the area" provided the clue t o  this major part of CUMBERLAND structure. This 
wreckage is over 7 miles f rom the main site. 

Later, Patrick Labadie and LaMonte Florentr relocated this site and diagrammed the 
construction details. This revised documentation is reproduced in Figure 5.1 1. 

The bow wreckage is in t w o  major pieces. The larger contains the stempost. There 
can be little doubt that this is the port bow of CUMBERLAND because it has t he  
unusual split-futtock frame construction a n d  s h a r e s  many attributes with the  
identified structure on Rock of Ages. The location of these bow fragments 
contributes additional information to  the construction details of  the inner ceiling 
arch support noted on the stern elements on the main site. 

The bow section jncorporated features that allowed a better understanding o i  the 
construction details of the support system. The frames at the b o w  were 5-inch 
sided by 12-inch molded at the keelson, tapering to  6-inch molded at the deck level 
with a space of  2 1/2 inches between the futtocks. The spacers between the 
futtocks are of  oak, 2 1/2-inch sided and 14 inches long. 

There was diagonal ceiling planking present forward and above the beginning of the 
arch. The arch began 20 feet a f t  of the stem post and was 4x36 inches, edge 
bolted wi th 3-inch square coaks present. The clamps were 4x32 inches, composed 
of three planks. It was observed that the  ceiling arch met the clamps 57 feet f rom 
the stem. Deck beams, as determined f rom the cutouts a t  the main deck level, were 
5 1/2 inches square and placed on 24-inch centers between the frames. The 
presence of the deck beam cutouts indicates the deck beams extended beyond the 
side of the hul l  the entire tength of CUMBERLAND. 

The stem was 12x26 inches and the stemson 12x20 inches. There were three iron 
straps across the stern, which were of 1/2-inch stock, 4 inches wide. An 8x10-inch 
breast hook was present. The hawse piece was 16x48 inches. 

Additional features associated with the inshore bow area include 1 1/2-inch rod and 
iron sheeting. Tho iron rods lend support t o  the conjecture that CUMBERLAND 
contained a longjtudinal hog-truss system in addition to  the transverse trussing in 
the  midship section. T h e  iron sheeting was an external hull cladding for ice 
protection. 
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Captairi Sivertsori a lso recal led (ishirig over what he bel ieves to be the  rudder  of 
C UIw REHl.AN 0 ou t  si {I e o I: C 11tn hc-!r Iii Iid Poinl .  "1-roIIirig" SC H U t e a  r n  inein ber s behi r i  tl 
a boal for several hours, on ' iwo occi isioris did not produce any f inds in .this regard, 
b u l  Park s ta f f  arid sport diver vo lun leers have been encouraged to cont inue t h e  
search along the  wreckage trail. 

A s ixor id  feaikire loca-ted on  the main  site corineoted w i th  hull Weng then i r i g  was a 
I 'l/2 i r ic t ies square, 20--foot long kirigp0s.l wi-L-lia square irori  c a p  to wh ich  a n  irorr 
rod  wi-lI i  a 'turn buc:l<le was ;iiLached. The king posl W B S  a suppor l  mernber .for a 
sec l ion of hull connected Lo ,the p o s l  tiy the Iroil rods, wh ich  were  r:allcd "hog 
chains" in tuiany areas. 

Both 1 and 4 ' I L - inc t r  i r ~ nrods  were loca led  iii associa't iori wiih CUlVlHEHLAlVD on 
the site. Fit l ir igs I h a t  appear lo b e  for the a lL ichr~ iet iLor t iuy chains W C ~ Clocattld 
on .[he enginc keelsons. Hog chai i is were  typical ly used on western river 
s tea iri t:, [I ii ls 'io add 11II II s 11ppor(: IoriCJ i tud iria IIv an t l ,  o n  sid c w t iee Iers, tra nsve rsc ly. It 
is not c lear whether  th is  feature, loc:aced in proximi-ty o f  [lie arr i idshjp engine 
mounts,  was a por t ion  of a 'transverse ctiain used 10 support t t ie guards ai>d Lhe 
st1;if.t hloc:ks o f  .ttie paddle wheels, o r  was p a r t  0.f a IorigiI-urlirial hog-clrair i  syslern. 
Generally, irori rods were trsetl iii associal ior i  wi-tti tlio A-Tratries, bul  the preserice ol' 
ttie king p o s l  i s  evidence of a more  c:omplex arrangcrrieri-t on CUIVIUCHLAND. lrori 
rods  were  a l s o  noled oti itre A-.frairie ta~,slouncl or i  site (Fig. 5,'IO). The .two s i res 
of i ron rod nray indicate l t i a t  bu lh  transverse a n d  longi tud ina l  hog chains were 
ernployed. I t  i s  unkriowri h o w  ~orr i r i i ( in.[lie use. of hog chains was beyor id  their 
cornmoti assoc:ial:ion w i th  A 4 r a t n e s  was o n  [Ire Lakes. 

The hull suppmrt sys tem of Ct-lIStl(11.1VI has already been rr ienl ioned. Beside the 
keelson and ce i l ing arrarigerrieiiI-, CI-IISkIOLRII used a network o i  i ror i  strappirig 'for 
addit ional Iongi.tudiriaI liull sugiporl. 'I h e  sided or outside Cat:c! oC itie f rar i ies  were 
rabbelt!tl a t  a 45-.deyreo arigte lo lhc  kcelson .lo t-cceive .the crjss-cross of CS--inch 
w ide  a r i d  l /2 - inch  th ick diagorial irori s i r a p s .  The i ron  s t raps  were  r i ve led  Logether 
where .they cross in  ,the spat:es betwccr i  frarries. The coininon pract ice was lo 
secure t h e  Lop 0 . f  t h e  diagotial strapi)irrg w i th  r ivets  lo  a hor i ro r i la l  bel l  c;ourse 
below tt ie b~r lwarks.  This feaeiire, coiril)osed of 3/4-.iri(:t i  thick, lO--ir icl i  w ide  i ron  
strapping was ohserved or1 CtiISC~lII.IVI. This sheer t i e l l  c a n  be s e e n  a i  the ends of 
.the hul l  sectioris (I arid I l l )  oil ILigiJrc! 5.1. 

Ap par c r i t  ly, s o  rrie o(:ea rr ve ss I!I s usc c l  d i ii g o Iiii I s L rib [I pi r i  CJ ove r t t i  e e Iit i  re h11II, 
inc lud ing the buttorn, hut the  pr;icLice i r i  [ l ie  Lakes was LO exlend i'l: under the .turn 
of the hilgt! on ly  erioiryli t o  FasLeii secirrely.  Observal ioris on s i te  indic:ate 
CHISHO1.IVI Followed t t ie  Lakes practice. 

Typically, iron st rapping W A S  a lso set:urcd t o  each f ran ie w i th  a dr i f t .  This .feature 
was no l  observed on  .the wreck, although a cornrrioti practice, and required b v  _ _various registers arid cert i fvir ig agenc:ies. I hc I876 Irrlerriativnal Board 0.f Lake 
Underwr i ters  requirernerils for diagonal s i rapp ing  stated: "al l  s-traps arc .to be 
fas-lencd w i th  bolls, oije to each Pirnbcr o f  the . f rame; one t o  .the ce i l ing or  plariking 
in  each rooin b e l w c c i i  Lhc .fr;itnes; a n d  oiie LO e a c h  crossing .... The fastening of 
i ron to i ro i i  to b e  hol - r ive led;  a r i d  a l l  ci,ther bobs r iveted [ jr  nutted or1 the wood." 

C o rI1e rriparary ac c ou t i  ts o f Ct 1 ISI I0LlVl d cs c i-ibcd 111c d iarj o ri ii I slr a  pp i ng 

, double diagonal hcavv i ron s l ra l i s  run  d o w n  Ihe  s ides and  trrider [ t ie 
t u rn  of the  bilge, and l a s t c n  Lo I l i e  l ong  f rames under the hoLlorn and 
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bolt through t h e  bands when they cross and outside of the frames 
under the planking {Chicago Inter Ocean Sept. 24, 1880). 

Site Formation Processes 

The remains of CHISHOLM are principally in four large sections. There are 177 feet 
of the bottom on the shallower portions of the site. Below, there is a second 
section of bot tom 47 feet in length. A totaf  of 227 feet of  CHISHOLM'S original hull 
length of 256 feet remains on site. The por l ion missing i s  the bow, which is only 
represented by the windlass and anchor and some associated frames west of the 
bow of COX (Fig. 5.59). 

Examinations of the structural elements of the vessel remains indicate the original 
location of the principal structural e lements in the hull, and reflect t h a t  the 
sequence of formation process, s u c h  as salvage attempts, storms and ice heaving, 
worked in concert to  produce the remains seen on site. 

Although the hulk apparently reached a deep resting place before the high-energy 
action a t  the surface could break it into smaller pieces, i t  i s  djsartioulated and 
positioned in a fashion t h a t  would have been difficult Po predict. Consider  the fact 
that Section V (Fig. 5.1), which comprises the engine and extreme stern flooring of 
CHISHOLM, is facing southwest in 150 feet of water, while section IV, which was 
part of the original starboard side and bottom where i t  articulated wi th  the fantail, i s  
facing the opposite direction. The piece of wreckage lying under the engine floor 
timbers is part o f  the fantail itself. The matching stern section of the hull for the 
port  side i s  still a part of a larger section of t h e  side (I) that is  located above  in the 
shallow water ravine. Apparently, the port side broke through the stern gangway. 
This conclusion can be reached by process o f  elimination: tl is the hul l  bot.torn and 
section I l l  is associated with the starboard side, because i t  is the only piece short 
enough to  fit the puzzle yet not exceed the l ength  of the CHISHOLM if added to 1V, 
which i s  part of the stern. 

The assumption that IV is the starboard stern can be further justified by 
examination of the northern end of the piece. The arrangement of  shelves, knees, 
etc. indicate that i t  was coming t o  a narrow juncture wi th the deadwood in the 
stern. With al l  the pieces restored, the end product would be as illustrated in the 
midship cross section Figure 5.5. 

Historical documentation informs us that the vessel ran aground in  12 feet of water, 
wi th the stern floating over 40 feet of water (Detroit Free Press Ocl. 23, 1898). The 
bow was damaged severely enough by the grounding to dislodge hult planks. When 
the ship was abandoned i t  was  l isting "4 feet" (Ft. William Daily Journal Oct. 21, 
1898). The wreck was broken up by two  storms, which struck i n  quick succession, 
the first only 4 days after the wreck, and the second three days later (Detroit Free 
Press Oct. 26, 1898). 

The positioning of the  hull pieces allows the development of a probable sequence of 
events. The stern section was broken off a s  a result of the still-buoyant stern 
section of the hul l  being worked by the storm waves. The h u l l  was probably 
grounded from the bow to below t h e  boilers. Historical records do not State to 
which side the vessel was listing, but  indications are that it was to port, because 
hull damage caused f rom the boilers appears t o  have been on that side, and the 
deep portions of the wreck show more extensive damage t o  the port  side in the 
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stern section. What probat) ly took p lace was -the h i l c i - s  -tuiribled ocrt uf .the porP 
side a s  ihe s.torii section broke otf. T l i ~rnosi: dainaged :;c?c:tioii of ttic port slerri 
was in -the area j u s l  a l l  0.i: .the garigway. Ttit: starboard garicjway is s.till v isible in  
sectiorr IV. I h r ?  hoilers woiIIcJ have sl id tlowri the slopc, while ,the hull, rel ieved of 
the weight of ih t !  nrachi i iery ar id s-tern str'uc.ture, becarne more buoyairt arid 
continued lo m o v e  to the purl (riorltr), pLishod h v  ltre waves a n d  wirid. 

The hut1 was presumably  miore t iwv i l y  darl-iilcjctl oti t t ie  sl;irljoard bow, prot)tibly a 
result ol bciog thc .first po in t  of c:ori.lar:l wi i l i  r h c  reef. T h e  s t a r l m a r d  side, now f ree 
both bow and stern, separatcd along t h e  bi lge as t l i e  hull pivoted o r \  t l ie rerriairis of 
-the bow. 'l'he siarbosrd side w;is probahly origitially duoosii-ed iii shallowcr water 
and later piist ied r ior thward a n d  d o w n  t h c  s lope  i i i io ttic? {.jiilly by ice rnoverrrcri.t. 

_ _
I he depositional seqcicircc o i  .(lie l 7 l . -Cou~ :lo r ig  botioni sctxiorr, i l i e  por l  sidc, .(lie 
anchor a r i d  wir idlass in the shallow pori ior is oi' the s i l e  rcii:jht l iave taken p lacc over 
a ioriyer purivd of tirnc. 'The bo-tlorn was .the First elemcni: 'to arr ive in  i ts  p r c s e i ~ t  
localion, wi th Itre anchor coming  t o  r o s i  a1 i ts  prescrrt location a l  ~ h cp u r l  bilge. 
The wincllass evidently was t h e  r i t x t  clt.inetrl to he  localed i r i  ils prescrrL' posit ion o n  
.top of Lhc battorn. The? por l  side was ttrc 1;is.t p iece of CtiISl-IOLlVl 10 -find i ts  way 
down -the iticlirie 'to the lroLLoru of ,the gully. After the po r t  side was in posi.tion, ;I 

piece 01 paddle wheel 0-f CIJIVIt3l~fil.AIVD~:CIITIC? tci rest on it. A l l  the shiflirrg 0 . f  -the 
eletnenPs was probably the rc:iiil( of i ce  inc)verneiiZ. 

234 



The iron beams under the boilers, and the iron house over and around 
the boiler, wi th  the iron coal bunkers, are sure protection against f i re 
... (Chicago Inter Ocean Sept. 24, 1880). 

(No indication of the iron coal bunkers were located). 

There are indications that the bow was the southern end of this port ion of port 
hull. The mooring fairleads on the southern end of  the piece appear to be bow 
associated. Directly behind the fairleads is a chain plate assembly. Seventy-five 
feet t o  the north along the gunwale (under the paddle wheel segment) is a second 
set of chain plates. The location and distance are what would be expected for the 
fore and main mast of CHISHOLM. The reason the mizzen chain plates are missing 
is that they were placed higher on the cabin structure in the stern, and no cabin 
structure remains on site. 

The second side section in the shallow area of the site (Ill) has no clearly diagnostic 
attributes, except i t  lacks both bow and stern features. The main indication that this 
is  the starboard side is found on the hull side in deeper water. The hult and fantaif 
section (IV) associated wi th  the stern bottom section has considerably more of the 
starboard side connected to it. The beams and gangway are clearly starboard side, 
The assumed starboard side ( I l l )  in shallow water is 200 feet in length, including the 
diagonal-strap sheer belt, while the port hull side (I) is 230 feet in length. The part 
side would simply be too  long for the vessel's dimensions if added t o  the starboard 
fantail section. 

The last of the diagnostic elements t o  be considered is also in the deeper section. 
The stern bottom section is resting on remnants of the port side. Virtually a l l  of the 
stern hull structure is represented. 

Question arose as to those portions of the vessel missing. All the fore and af t  
cabin structures are absent. In addjtion, the towing bitts, which would have been 
stepped into the horn timber, deadwood and the main deck, are not represented. 
There is also about 25 feet of bow that was displaced from the central site 
concentration. Other elements missing are the main and spar deck beams. None 
were recognized anywhere on site. They must have al l  been pulled out when the 
sides of the hull separated f rom the bottom. The main deck may not have originally 
been planked, but would have had the beams in place, whether planked or not. 

The remaining fragments of CUMBERLAND exhibit more extensive alterations by 
formation processes than CHISHOLM. The relatively intact structural elements of 
CHISHOLM can be attributed t o  heavier construction and the diagonal strapping that 
tended to  hold the sides together. CHISHOLM'S bow, lacking the iron strapping, 
appears to  have come apart as separate elements. 

Less than I00  feet of CUMBERLAND bottom was located on site. Apparently the hull 
separated between the engine and boilers, as did CHISHOLM. The boiler and bow 
structure maintained enough buoyancy t o  be moved a hundred feet t o  the north 
before the boilers and other machinery dropped out. The bow section was able to  
float the 7.5 miles into Grace Harbor. The offshore hull elements show evidence of 
movement by ice. Some of the hult sections show ice scour damage. Ice 
movement must be considered a major formation process in the shallower sections 
of CUMBERLAND. 

CUMBERLAND, wi th a draft about half that of CHISHOLM, originally broke up in the 
shallower sections of t he  reef. Storm and ice movement are undoubtedly 
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responsible for -the vessel fragrneri.ts heing nroved off the edge of t h e  reef into t h e  
gully in which 'they now lie. Both the vessels ryroved basically norrkward during arid 
after .the wreck ever1.t. This rnay  be .the best indicator for  the  direction to  
c once n Lrat c I:u.ture s urvey e flor t s. 

The remains of the vessels are a particularly rich source of itiforrnxtiori on wooden 
stearners of this period. As h a s  been demons-[rated, there are rnariy details of 
r:onstruc.tion -ter:hniqucs and sieatn technology that  mav only be answered by 
exariririatiori of the  material record. Even when one i s  forturiate enough to  have 
corislruci'ion drafts and bltre pr in l s  of a pariicular vessel, or as in  the case of 
CHISHOLIVI, plans 0.f a similar vessel, rnarry de,tails were orntttcd. They were 
considered too obvious arid comtnori .to have beon iricluded in  plans arid have 
already slipped from our cirrrent unders-i.anding of our l e c t i n i c a l  heritage. 

T'he side-.wlieeler cori lair ied numerous cotrrrnon, arid some very rare features. The 
spl i t- frame coristrcicliori i s  apparently rare. The details of t h e  hull support syslcrrr 
will be of intcrcsb to hislorians and students o-l' marine lectinolugy, as well as  
servitiy as a corr iparisoi.  CtilSHOLIVI has already contributed to the details of 
known .tt?r;lrriologv through 11s nearly complete engine ar id  drive train. In addition, 
[ t ie  u s e  or i ron beairis .for boiler support a n d  other iechriical details of construction 
are riot represcrited ori the blueprints of the sirnilat- vessel  of Figures 5.20 and 21. 

A las i  glance a l  t he  wreckage of the CUMB~RI../-\I\ID/CHISHOLNIsite leaves us with a 
.tarilaliriritJ though[ for  fu lu re  research: where is t h e  rest of CUMBEHI~.AI\lD'? The 
recotrslruclioti of CUIVIBERLAIVU parts availatile in the known site boundaries 
i.ndicates , tha t  some very irrterestirig rnaterials related '10 th is  wreck have neither 
been fourid 011 t h e  site nor been accounted for irI t h e  historical record ol' salvage. 
Is i t  possible thal  inore larf je rrrachirrery a n d  iritilct pieces o f  CUIVIHERLAND bow 
wreckage are wait ing for discovery some place be-tween .the boiler and the bow in 
thc deep walers leading up  Rock of Ages l ight? 
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Fig. 5.3. Environmental cross section of CUMBERLAND/CHISHOLM site. Drawing by 
Ernest0 Martinez. 
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Fig. 5.4. Conjectural gcneral arrarhgernen't plans  of CUIVIBEIRLANU. Urawirigs by C. 
Pa t r  i (: I< Labatl it!. 
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Fiu. 5.6. Struciural elerrierits ro la la t l  io s ier i i  of CUMIRE l k 4 NL). No Le s p Ii1- Irarne 


Fig. 5.7. Segrncn.l: of paddle wheel  .lrorii CUIVIHEKLAI\JD. Note .fii-ebox boiler i i i  upper 
r ight. NPS p h o t o  by  D a n  Len i l i an .  
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Fig. 5.8. Firebox boiler of CUMBERLAND. NPS photo by Dan Lenihan. 

Fig. 5.9. Hull structure of CUMBERLAND. Note that a structural arch for longitudinal 
suppor t  was built into the ceiling planking. NPS photo bv  Larry Murphy. 
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t-ig 5 I0 l o p  o i  A-frame i h a t  supported the bearings of l h e  walking bearri o f  
CUIVIRERLAND NPS photo by John Brouks 
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B R E A S T H O O K :  8 X 1 0 ”  
H A W S E  P I E C E :  1 6  X 4 8 ’  
S T E M :  12 X 2 0 ’  

7 S T E M - I R O N :  
1 / 2  x 4 *  

I R O N  S T R A P :  
1 1 2  x 5 ’  

1 L 1 2  X 1 6 ”  K E E L S O N  

L 2 0 ’  F R O M  B O W ,  B E G I N N I N G  O F  A R C H  

D E T A I L  O F  B O W  

F R A M E S :  6”  A T  D E C K  
5 7 ’  F R O M  B O W ,  A R C H  M E E T S  C L A M P  

C L A M P S :  4 X 32” 

C E N T f R L l N E  

I N G :  2 1 1 2  X 5” 

P E C K B E A M S :  5 1 / 2 * ,  S P A C E  2 6 ”  


F R A M E S :  DBL 5 X 1 2 ” ,  S P  2 1 / 2 ,  2 4 *  C T A S  


S P A C E R S  B E T W E E N  F U T T O C K S :  2 1 / 2  X $ 4 ’  O A K  


C O A K S  I N  A R C H E S :  3”  SO. 

C E I L I N G :  D I A G O N A L  2 ”  

A R C H :  f D G E  B O L T E D  4 X 36’ 


D E T A I L  OF HULL 5 5 ’  A F T  O F  S T E M  C P  L . A B A O I E  9 - 8 6  

Fig. 5.11. Port bow structure of CUMBERAND f o u n d  a t  the entrance to Grace Harbor. 
Drawing by C. Patrick Labadie. 
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Fig. 5.14. Double-acting, s t eam water pump on CUMBERLAND/CHlSHOLbl site. 
Pumps similar t o  this were often used as boiler feed pumps. This one is in 
proximity of the machinery spaces of CHISHOLM and is l ikely from that vessel. NPS 
photo by Larry Murphy. 

Fig. 5.15. Rudder of HENRY CHISHOLM a t  Rock of Ages Reef. NPS pholo by Dan 

Leni ha n. 
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Fig. 5.16 Firebox boiler sirnilar to that on site f r om CUWIBERLAIVU, which did not 
have a steam drum as depic ted  in this i l lustrat ion. U.S. Army Corps o f  Engineers 
Canal Park Marine Museum1 Col lec l ion 

Fig. 5.’17. Single ended ”Scotch” boiler similar to  those carried o n  the other Is le 
t?oyale vessels. U.S.  Arrriy Corps of Engineers Cana l  Park Mar ine IVluseurri Collection 
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Fig. 5.18. CHISHOLM engine a t  depth of: 140'. NPS photo by John Brooks. 
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1 
Fig. 5.20. Tracing from 1881 plans of MASSACHUSETTS, a vessel very similar t o  
CHISHOLM. The drawing corresponds to  t he  remains of CHISHOLM in 140 feet of 
water. 
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Fig. 5.22. Hull bottom remains of HENRY CHISHOLM. Centerline keelson is on the  
r ight and bi lge keelson and broken paired vertical frames on t h e  left. NPS photo by 
Larry Murphy. 

Fig. 5.23. Roman numeral draft markings located on the horn t imber of CHISHOLM 
at a depth of 130'. NPS photo by Larry Murphy. 



Looat iof i 

ALGOIVIA is direcl ly offshore of IVlo t t  Island or1 t h e  riorPlieasi end 0.t Is le  Hoyale. The 
center  po i r i l  of the known wrcr;kagt! is corriputod a-t 4U"llti 'rl ' l"lV arid 88'3.1 '55"W. 
This pait i l  is  approxirna.lely 2 'l/3 sial'ute triiles from t h e  star-board-harid bell b ~ i o ya t  
Middle Is la i ids Passacjc ori a true bcaring of 53 degrees, 4 '11'8 s.tatute ruiiles or1 a 
t r u e  bcaririg o i  31 degrees f r o m  t l i e  wt i i le  dayrriark at  Sagiriaw Point, and 
approximaloly '//a of a rnilc 011 a 'true bearing of G I  degrees froln the  radio mast  o r 1  
Molt Island. The po in t  car^ b e  reached by rounding -the slarboard---harid bell buoy a t  
Middle I s land  Passage, t rave l i r i~ ja rlis,taiice o f  2 'I13 miles, and l ining up on l h e  IVlOli: 
Islalid rad io m a s t  w i t h  a t rue  t)e;iriiiy ( 1 1  240 degrees. 

Tho s lee l  steatuier ALG'OMR wiis wrecked a t  Grceristorie flock, lvloll Island, Url  r t lc  
r iortt i  erid of Isle lioyale i n  I\lovernber '1885. It hlundei-ed o i i ~ oo-ffshore rocks a l  ttie 
socri:h end of 'the 'i-.'l/Z-rnile islatid a n d  was subsequcritly drivcri on to  .the rugged 
and exposed stiorelit ic by  heavy seas a n d  easter ly wiritls or ;j;iIe force. t3et:ause the 
slrorelirre is stcidded w i th  irregular let lges a r ~ drocks, the ship's steel htrll brokc up 
irnrnetl ialely, a i id  e v w i  the slei- i i  port ion, wh ich  rerriaii lcd relatively i r i t ac i ,  res.ted on 
an urieveri lied ol pinnacles and ridges, -!.he sl i ip 's uriper works were  critircly 
sha.Ltcrc?tl t )y  tlic bwak i t ig  seas, ar id  drivei i  i r i to t t i rec tiarrow coves. There is rio 
shelter a t  ( l ie  s i te  lrorn eas.terly or soLrthcrly winds, whic t i  en joy a clear sweep of 
the  opci i  Lake for  a fe.t(:li o i  i i r iywliero 1rori-1511 to  a s  rrrut:ti as 2011 mi les .  

Iri the st ia l lowei- water near the sliorolirie, 'Lhreo depressions or gul l jcs lcad into 
deeper water  froiri t h e  three ~ ; o v c sarid ihe wfeoltagc o f  AI.GOh/lA rests priiioipally in 
,Chose guIIit!s, se[)arated by s l ia l lowcr  rocks and r idges rcac l i i i ig  out  frclrrr shore. The 
f rac lu re t l  wreckage was likely pushed iritu t t ie gull ies lrotii the ridge .tops b y  i c e  
acLioir. 1-110rcij-iairis o-l' - t he  sliip arc, as a result, largely .fourid in three r i iai i i  f ields. 
The  rerriainii ig wreckage l ies dispersed i r i  deeper walcr  irrirnedia.tely offshore, 
rai igi t ig Crorrr 50 l o  ahotit I50 ~ C O Lofrlcptli. The irishorc por.tioris arc: froir-i 6 or t3 to  
50 feel dec![I. 

An ur iusua l  cliririity akioul t t ie ALColVlA wreck is that it i s  hrolteir up in a difft?rt!ri l  
manrici- t t i a t i  1rios.t steel  strips. The hul l  is riol so rrrut:h .torn aparl: a s  i t  is 
disassernblctl. The  coiripoincrii: parts oC ttie vessel arc i r rLar :L  for the rnos't pa r l ,  b u l  

t o  anViking else. As a cescill of this, mos t  of The wreckage o l  thefew are a~l~tactied 

ship corisisls of co l lect io i is  or par-ts t h a t  arc s.tructuraI elemrcnls, ly ing i n  raridoiii 

g roci I-,
i ngs as t t] e topog rii11 IIi (; ii t fea 1uros of L t i  e La ke bu1Po iri a 11d r i  atu r ti I for  (: e s 
arrange lhcir i .  Orily i r i  a .few f)Iti(;es are tl iei-e asserritil ics Idrgc cnougti .to re fer  to 
a s  a set:.tion of lhe vessel. Tt ic pc(;uIiar q~ i i i ! i t yof the ALCOIVIA wrcck is  thougtr t  lo 
have resul.ted Erorri I t i t !  fai1iir.e o f  ' lhe fastenings, .(he s tec l  r ivc ts  by wh ich  i.ks 'frairies 
atid plai-es w c r c  held .togel-lier-. It i s  i t i teres l ing to tiole, however ,  'ttial ALGOMA's 
s i se rs ,  A1L l t H  I A a r id  A I L IALIASCA, tiad luiig succcssfLi1 (:arcui s Iast i r ig  i i iore than G O  
years al'ter Al.GOR/IA's l oss ;  as tar as  is known,  these vc!;soIs r iovcr had problerns 
resLtl.LitlLj Crorri riveL--.faiItire, arid they were broken up fo r  scrap i n  .[lie lale 1940s. 
ALGOMA was barely t w o  years  old i l l  Llic litnc! ul i ts disaslerous loss. 

t l is lor ica l  records indicate -clial repcatetl  salvage work w a s  done  on the AL-COIVIA 
w re(: k. Tli 8 s l i  ip 's r'ii ar: h i  iie i-y, iric I L t  d i t i  g eri g ini?s ,  b nile rs a 11d a uxiIia r ies, was  rerriov ed 
i n  'I 886. D ~ l ~ i t l inewspapers n ient ion he rernoval of largo quari l i i ies 0-l' scrap sCcel 
i r i  '1903 ( s e e  Chapter IV). U o t h  of these sa lvage jobs uticloubledlv invo lved the  use 
of divers arid explosivcs, b t i l  art:hcologis-l:; could no-t dis t inguish ,the e, l focls of 
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dynamiting f rom those of a century of waves and ice. The tangible evidence of 
salvage work lies not so much in the remains of the ship, but rather in what is 
missing. There are no machinery parts a t  the site a t  a l l .  The boilers, engines, 
windlass, and a l l  of the auxiliaries are gone. There is no evidence of anchors, 
chains, propeller, or shafting and it must be assumed that all of those elements 
were removed. There are few steel rails left from the cargo; the large quantity 
known t o  have been carried aboard was probably removed by the same salvors. 
The major machinery is known to have been used in the construction and outf i t t ing 
of  the steamer MANITOBA in 1889, but it i s  not  clear whether or not that included 
a l l  of the ground tackle (anchors and chain, windlass, etc.) and auxiliaries. 

The configuration of the bottom near shore is quite dramatic. There are distinct 
ridges and gullies, rocky pinnacles, ledges, and hotes until a depth of about 50 feet 
is reached and then the bottom becomes flatter, with a gentle steady slope 
downward. In general, the 50-fOO'r  depth lies about 200 feet f rom shore; the bot tom 
slopes t o  100 feet deep 300 feet f rom the beach. 

The three fields of wreckage nearest the shore have a wide variety of ship parts. 
There are angles, bars, beams, flat floors, and hold-pillars f rom the  framing; steet 
plates of various thicknesses f rom the shell; masts, gaffs and tackle f rom the 
rigging; and specialized fittings such as davits, fairleads, gangway-doors, and 
cargo-handling gear. Inasmuch as  the ship was carrying mixed freight at  the t ime 
of its loss, it is speculared That the debris also includes portions of the cargo, but 
that premise proved difficult to  substantiate. There are also remnants of personal 
effects f rom passengers and crew as wet1 as articles of the ship's outfit, such as 
cabin-fittings, china, kitchenware, and engine-room tools liberalfy distributed about 
the heavier items and lying in a l l  of the depressions and cracks in the rocks. Most: 
of these lighter artifacts are broken by the movement of rocks and ice, or worn by 
the abrasion of sand and gravel, especially in the "high-energy zone" of the 
shoreline, where the constant action of a century's waves has left it mark. 

There are no known shipyard plans of ALGOMA or its 1883 sisters, but  shipbuilding 
texts of the period offer clues about the details of ALGOMA's design. Most of the 
elements of construction and the dimensions of component parts were dictated by 
Lloyds' Rules of Ship Construction strict standards adopted by the steel 
shipbuilding industry almost world-wide during the 1870s and 1880s, resulting f rom 
research by United Kingdom shipbuilders, owners, classification societies, and 
marine underwriters. The Rules specified appropriate sizes of beams, plates, frames, 
etc., according t o  the length or tonnage of a vessel. Parts of ALGOMA measured at 
t h e  wreck site all fit the recommendations of Lloyds' Rules, and the ship's design 
seems, as  a result, to  have been very "standard." The construction s h o w s  many 
distinctly British features and, although the vessel's sister ships are no longer in 
existence, similar features may  be observed in the steel steamer KEEWATlN, which 
was also built in Scotland for the Canadian Pacific Railway Company, at a later date 
(1907). The KEEWATlN is preserved as  a museum a t  Saugatuck, Michigan and offers 
a very useful cornparison-for a number of the Isle Royale wrecks. 

Besides the rivet-failure that is evident in all parts of the ALGOMA wreck, another 
interesting characteristic is the relative simpticity of i ts  framing. All of the framing 
members are built up of a few standard parts. It is clear that the steel shipyards of  
the 1880s had a very l imited field of standard steel shapes t o  work with, and from a 
narrow assortment of sheets, angles and bars thev had t o  produce a l l  of the 
complicated shapes and forms necessary to  frame a ship. The frames, as a result, 
were all built up of sheets cut to  the appropriate shapes, wi th inner and outer edges 
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The seco i i t l  f ie ld of wrct:l<;igc l ies i i t i o u ~  I00 fec t  west of the ,first, arid ir icludes 
more hiilt par t s ,  i t?rrder--s-~rappirlyfrorn l l i c  ship's sides, -frames, ,the ga f f  .frorri Lhc 
a-f-ter rnas t ,  l h c  ship 's slccl rutldcr, gaiigway doors, and i r i u c h  srriall debr is  such as  
brokcri crockcry; i l  ui~i:;~lie asst i r r ied t t iul  largo quanl i t ies  o l  a r i i l a c l s  wort! removed  
frorn This area b y  divers i i i  prevjocrs years.  r t ie  s i le  h a s  always bocr~ regarded a s  
r ich i t )  ilri'il>i(:ts, a t i t l  .[his f ield dcrtioris.Cratcs t t i t !  lac.(. I t  l ies he iween .Ithe shorel i i ie 
in aboti i 30 l c c l  0.i wa LEI. 

About 'I50 'leei w c s l  of  Ltre l l i i r t l  Cielrl of wrer:k;ige, a large sect ion of ltrc ship's spar  
deck was -fourid lyi t ig i r I  ;ii~ou.i.'50 .feet of w;vter, sheltered h y  r idge of rocks.  l t i c  
piece rnoasiirerl ~ I ~ I O U L  35 t iy 50 tcet and consisted a f  nurncrous deck tiearns all .tied 
togel t ier  by  the  steel strirrger--pli i tes on either side, and having a por-Lion of 'the 
deck.-.plankii ig s l i l l  a t iac l iod.  Ttrc socl iot i  i s  inverted; t l i e  p l~ i r i k ing  l ies 011 The 
undci-side ol iL. IUlis i s  itie orrly place wticrc woodc!ri pi ir ts of the  wreck art? s-ti l l  
preserved, as  Cur a s  is ktiowii, alrd their preservation i:; probat)lv due to ttir! lac1 tha i  
the d e c k  sec:.Liori i s  ir iverled, wilti l l i e  heavier steel tmarns troltling itic deck. p la i iks  
in place. -I Iic! clock scctiori  st iowcd curvature a l  i t s  sides, suggc?s.tivc ( i f  .ttic! hu l l ' s  
shape  i ic i i r  .the how. If this pincc provcs 'to bc  ,froin thc bow, i.t wou ld  be the only 
pOr~liOrio f  (t ie forward half o f  'ttic ship found i n  shal low water. All o ther  wreckage 
in  Llbe t l i r w  ricart)y f ields i s  pr t l su i r ie r l  .to havo (:(iiric .frorri ttie rnidships or stern 
secl ioris or i l i e  s l i ip .  'l'trore are rriatiy clisliric:LIy sterr1 fe;ittires foi i i id there, and ;.i 

ca re i ci I ex i.l IiI i1 i;I i: io 11 rc v o a Ic d r io tJ e,fi r i  i.I:t. i)ow feat urc s a I: a I I. 

The localiori or the forward h i i l l  of AI-GORIIA has puiZzlerl divers and historians for 
decades, becdi ise i i  15 clear LIi;il i l l1 or the wreckage lotirid aloriy the shore Lo date 
corisists ol s l c r r i  Cealurcs t-ieltl work  a t  l t i e  s i l e  duririg ltie 'I985 f ield season 



-- 

included the use of remote video equipments that enabled archeologists t o  examine 
a large area of the bottom to  a depth of 450 feet of water in search of the ship‘s 
bow. The search turned up no evidence whatsoever of the missing half of the ship, 
and so the mystery deepened. Some effort was made by sport divers and 
volunteers t o  search a large area to  the west of the three known fields of  wreckage, 
but nothing of the bow was found there, either, although wind conditions a t  the 
t ime of the 1885 accident suggested that buoyant portions of the wreck would have 
likely drifted in that direction. 

Diving on the wreck during 1986 permitted reexaminat ion of deeper port ions of the 
site, and video tapes were made of several features in 120 feet of water in scattered 
locations directly offshore of the three shallower fields. Several large sections of  
hull-plating were observed there that were indistinguishable f rom pieces found in 
the shallower locations. One section, however, proved t o  be a large piece of  
vertical bulkhead, with distinctive vertical stiffeners on one side and horizontal 
stiffeners on the other side, Inasmuch as the entire stern of the ship is known to 
have been either broken up along the shore or salvaged commercially, no section of 
bulkhead as large as this could have migrated from there t o  deeper water. That 
suggests, therefore, that the bulkhead must have come from the bow half of the 
ship, and that the entire bow must have broken up like the remainder of  the wreck, 
and not drifted down the shore from the site of the stranding a t  alt, which supports 
some of t h e  observations based on historical documentation in Chapter IV. 

The deeper part of the site also contains elements of the ship’s superstructure, 
some of it definitely f rom the forward port ion of the ship. The galley stack, wi th a 
distinctive weather cap, appears in historic photographs just abaft the ship’s 
pilothouse the stack has been seen lying wi th the deeper pieces of wreckage. 
The forward mast is there, too, and at least one of  the ship’s wooden lifeboats. All 
of these elements are removed by  several hundred feet from the deck section 
believed to have come from the forward part of the ship, and there is no clear 
explanation for their having become so far separated. It is possible that the deck 
section retained some buoyancy wi th  the wooden planking attached, and that it 
simply floated ashore. There have been no other features found in the deeper water 
that can be definitely attributed t o  the bow of the ship, such as anchor windlass, 
anchors, or chains, pilothouse equipment, or the stem or hawse pipes, a l l  large and 
durable pieces that should have survived. Some may yet be found, but it is likely 
that the  reusable items were recovered by salvors. Sport divers who visited the site 
during the 1960s may provide some clues, but it is highly unlikely that the removal 
of such heavy materials could be attributed t o  their activity. It is just a s  unlikely 
that such easily recognized features could have escaped discovery if they were still 
a t  the site. 

A more thorough examination of the ALGOMA wreck site wil l  undoubtedly provide 
more clues about the events that followed the ship’s loss in 1885, and explain the 
present dispersion and condition of the wreckage. A site map and more complete 
documentation would be useful because the wreck is so randomly dispersed, 
because so may of the features are not easily recognized by most  lay divers, and 
because the orientation of the component parts is so confusing. It seems likely, in 
spite of further study, however, t h a t  much of ALGOMA’s story wi l l  remain a mystery. 
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Fig. 5.24 Sample  port ion o l  ALGOMA wreckage field. Drawing by Larry Nordby. 
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MONARCH: SITE DESCRIPTION AND ANALYSIS 

Site Location 

MONARCH is directly offshore on the west side of the northeast point of Isle 
Royale. The northeast point on the island is known as Blake Point, and the area 
immediately onshore f rom the site is known as The Palisades. MONARCH is 1.2 
statute miles f rom Locke Point on a true bearing of 76 degrees. The site is on a 
true bearing of 84 degrees from the starboard-hand nun buoy off Locke IPoint and 
251 degrees true f rom Blake Point Light. The magnetic bearing is 255 degrees 
(compass) f rom the site t o  Locke Point and 90 degrees (compass) f rom the Locke 
Point Buoy t o  the Site. The site can be readily located in the water by rounding the 
Locke Point starbaard-hand nun buov and setting a course of 90 degrees (compass) 
to  The Palisades and lining u g  on the characteristjc features of the cliff. The site is 
located at 48'1 1'20"N and 88 26'3"W. 

Site Description 

If one has viewed many wooden shipwrecks splayed open on the bottom, and 
especially if one has recently seen the CUMBERLANDKWISHOLM site, the first 
reaction on seeing MONARCH might well be: "So where are the knees?" There are 
various substitutions for  hanging knees in marine architecture but, when present, 
these old friends provide quick and easy indicators for identifying hull sides and 
their. approximate location on the original vessel. 

Other diagnostic features of structural elements must be used to  identify and 
position hull sections. The knees familiar on the CUMBERLAND/CHISHOLM site are 
replaced by beam shelves on MONARCH. Such comparisons and contrasts are 
informative of  the changes and development of marine architecture that occurred 
during the t ime period represented by the wooden ships of Isle Royale. 

The wreck of MONARCH begins in less than 20 feet of water in front of The 
Palisades area and extends in a generally westerly direction t o  a depth of over 70 
feet a t  the stern section of the hull (Fig. 5.27). The structural remains of the vessel 
within the central wreck concentration consist of a t  least 15 elements (Fig. 5.25). 
The principal site scatter covers an area of about 1.5 acres. The arrangement of the 
components gives the appearance of a vessel that has "opened up" and separated 
along lines of structural weakness. Components have shifted f rom their  proper 
alignment, and may reflect the activities of  the 1908 salvage operations, as  well as 
natural site formation processes. 

Large disarticulated portions of hull lie near the major bottom piece with the  
multiple keelson structures exposed. The engine mounts and shaft bearings are 
visible where salvagers have relieved them of the weight of the triple-expansion 
engine they once supported. The boilers, propeller and most  other salvageable 
steam machinery were a lso removed by contemporary wrecking crews. 

What is not immediately apparent f rom examining the sire first hand is how much of 
the ship is missing in the known wreckage field. Much as in the case of the 
CUMBERlAND/CH/SHOLM site, one feels an enormous "presence" f rom the massive 
wooden timbers, a n d  the s i te  a s s u m e s  a mare-like quality when the farthest one 
can see is 20-30 feet. The site is only turned into an understandable entity when 
subjected t o  the measuring tapes and protractors of an underwater mapping 
operation. 
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When t l ic  wreck rna'terial is raconsti ' t i i led ori paper into ;I ship, it becomes evident 
that .[he better par1 ol: [ l i e  bow seci-iori, sorile 'I00 feet of hull and 60 feel of 
starboard side, are riot represenled on iho site. The parts trrissirig or1 the sire, except 
the porliori of port how, arc roughly equivalent t o  ttre portiorr stickirrg above the 
water surface i n  the historic: phologrriiphs (Figs. 4.9, 4.10). Spurred on by the 
knowledge gained of how trructi ship was missing frorri the rnap, Park Service divers 
in 1982 discovered a previously Ltnkrrown wreckage trai t  extending north and 
northeasi ol ihe si.le. SIgfii.fican't porl ions of wreckage scattered over a h a l f  mile in 
thal  d i i -ccl im, and to depths ol: a t  least I50 fee-t, have now beeri localed. Nu 
atterript was made t o  develop a detailed map of \ t i is  sca l ter ,  because .the dep ths  
and exiont of the rriaterial dislr ibul ioi i  would m a k e  it loo .tirne-c:onsuming to  study 
for  .the iriforiiialian relurris ga ined .  Further exploration dives should be  prodticlive 
arid add l o  the  wlia-t i s  known about this s i te.  

t 1 ci I I Arc I ii ~ ec t ure 

The hull rerrrajris of IVIONARCt-1 are ari inlerestirrg arid valuable exarnple of [he 
nia r i l i  r j1o a rc I ii let;.[LI re o I w c) odc ii G rea.t La kes pa s se r i  g c! r/p ii I:ka (71e f reig t i  L vessels, ii rid 
represenl  I i i e  refiriernerits 0 . C  i i long traditiori o f  wooden shjpbuilding in tho region. 
The Iieavilv corrstructed oak hiill puuduced ;I stroiig, r igid vessel t ha t  incorporated a 
coiri b i r i  a rio I I  of i ron re in 1orc iI1g -s y s t  c r r i  s. 

The largesi single e l t?mer i l  or1 lhe wreck siie i s  l l w  bottom or the hull It is 155 feet 
long arid exieritls f rom lhe a f t  deadwood, j u s i  lorward of [ t ic sternpost in 70 feet of 
waler, shoreward L O  a poi r i l  about 20 ree l  deep An anctior IS  Ioc:aled just  off t t i e  
f a r i t i e s i  cxtcnsiori o l  ilie p o r l  b i lge keelson 

'1-he bolloiri contains ;I cerrierlinc ke!elsori, lour  side keelsoris ( two por't a n d  two 
starboard) a i ~ d.the bilge kuolsorr o r i  each side. The cerrterlinc arid bi lge keelsoris 
are tieavity sttongtlienetl, arid rnade up of rrrLiI.tipte e l e m e n t s .  

The double .futtot:k .frames are IOx12 iricties and set on  24-irich centers. Ceiling 
planking froi i i  l t i e  turri ol .the bilge to 'chc lower edge of the sheer strap below the 
rnairi dct:k i s  4x8 inches. '[tie csn ' te r  l;c?cIsori was construuled 0.f 'I4x'14-inch timber, 
arid 'ltie sis.lor keelsons, two 011 e a c h  side, arc 'I '1x14 inches arid I 2 x l  1 inches, the 
smiiillcr o u l t m a r d .  The 2-.incfi redur:tioii of -the oLiCboirrd sister keelson provided a 
s t ep  .for Che 'iraiisvarse planks that made a f lat  .floor in the cargo hold on each side 
uf ttre ceritcrlinc kec:lsoir lo the bilge. 

The side kccisoris a re  1 4 x I  'I inches arid I 2 x 1  'I inches. The bilge keelson coritairis 
t h r e c  cleinents: a l2x' l  l - i t \ c t i  keelsori with t i r i  1 'I-inch wide a n d  a 16--inch wide 
ceiling p l a n k  reinforcing -[tie turn ol' the t)ilge. 

The cair lcr  keelson was c a p p e d  wi l l i  i w o  plaiiks laid or1 edge that t ied together the 
hasc o i  tt ie UxU--irich centerljr ie slsnchioris. The stat ict i ioi is were secured a t  the 
base wi l l i  ttirotigh bol.ts, seine of  which tire s t i l l  in plar:c. The keelsons were joined 
by hooked scar.is. 

Tlic side kCCI:ioIiS were  c;appc.!d by a plank somewhat narrower than the keelson. 
This ari-aingr?mcnL provided ;I suy.)porl. lor l t i e  hold Eloorboal-ds, sorire of which are 
still in plac;c:. A bilge liniber hirich was located atrou.t a rhird 0.f -tho dis.tance forward 
frorn the stern on the  port side. This l ra lul i  was t h e  ilccess to .the bilge purrip 
iiiiake, which was tourid intact with -the s t r a i n c r  (rusebox) still i i i  place. 



The aftermost feature of the stern port ion of the bottom is the deadwood, which 
reinforced the sternpost. The iron fasteners that secured the planking of the stern to  
the deadwood are in place. The sternpost itself is missing, as are other hull timbers 
that formed the stern and fantail. A piece of the fantail was located, and is number 
9 in Figure 5.25. 

The rudder has not been located. The only other construction element connected 
wi th  the stern was a heavy iron-reinforced timber, which is the rudder shoe (this 
piece is not depicted on the map, Fig. 5.25, but  is shown in Fig. 5.37). The rudder 
shoe was attached t o  the sternpost and supported the base of the rudder. 

A port ion of  the starboard sjde of the hull was found lying outboard side up and is 
identified as number 2 on the map. Examination of the structure showed i t  t o  have 
collapsed inward with the edge that would have been attached near the bilge tine 
located away from the hull. The hull broke longitudinally on the starboard side 
close t o  the bilge line above the bilge keelson and just below the gangways on the 
upper edge. The sheer strap can be seen on the edge closest t o  the hull in i ts 
current position. A port ion of a rub rail is located on the forward edge of this 
section, which indicates that i t  is a forward port ion of the hull. In the historical 
photographs of the vessel, this rub rail can be seen extending from the stem part 
way t o  the stern, and i ts presence gives the structural location of th i s  port ion of 
hull. There are iron hull patches on this hull section. 

Sections 3 and 5 are similar and probably f rom the same location on the hull. The 
notable feature of these pieces is the half-round, canvas-covered railing on the 
edge farthest from the hull. White paint is  still visible on this rai l .  The rail was 
originally located on the inboard side a t  the cabin deck level, a n d  is the top of the 
gunwale. 30th pieces are inboard side up and stripped of both exterior and interior 
p Ia n k s .  

Section 4 is a piece of hull lying outboard side up. The possibility o f  it being a 
section of decking is discounred because the paired timbers are set the same 
distance apart as the hull frames, clearly indicating it is  hull construction. 

Section 6 is the starboard stern. The piece i s  lying inboard side up, and on it can 
be seen t w o  of Phe i ron hull-support members: the sheer strap and the stern 
terminus of the truncated iron arch. Together, section 1 and section 6 represent 
about 195 feet of the starboard side f rom the turn of the bilge t o  the main deck 
level. There is more of the starboard side of the hull than hull bot tom present on 
site. 

The piece of decking (Number 7) lying across the stern between the thrust-bearing 
mount and stern shaft-bearing is part of the cabin (upper) deck, and was from the 
a r e a  above the coal bunkers. The identifying characteristics of this piece are three 
round holes visible in the port s ide (north) of the segmen t .  Iron rings wirh the 
same diameter a s  these holes were located on site (Fig. 5.32). The rings were 
constructed t o  support two covers. Examination of the artifact concentration in the 
vicinity produced examples of the two  covers that fit inside the rings, indicating 
they were coal scuttles. The smaller was an iron grate, and the larger was solid, 
much tike a man-hole cover. The top cover would have been flush with the deck 
when in place. Removed, the coal bunkers could b e  vented through the inner grate. 
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Hul l  sec l i o r i  8 is .the rmrt  sterti, which rr iates to [ t ie starboard hul l  piece ('12) and the  
deadwood.  I t  is  ly ing inboard side up. The pos i t ion o-f this piece arid the gerl(?ral 
cotl f igural ior i  of .the large 1 1 ~ 1 1 1sec t i o t i s  give t h e  appearatice tha t  Lhe sterti may have 
beeti  pulled apark. The separation m a y  be .[lie result of a n a t u r a l  break as the l icill 
"relaxed", bu t  iL also may retlccL salvacjc aciivi-t ics to  ease erigirrc reinoval. The 
stern rnay l iave beerr gullcd apar l  b y  rugs, whictr cxplairrs the  displar:etrrent of the  
'I00 .fool long starboard sec l ion  of the stern. Scction 9 i s  ;.I por t ion  0.Ithe  fantail 
constrci c't ioti. 

Secliotr 'I 0 i:; pa r i  of I l i c  stt:rtr c rew q i iar l t l rs  ~ l r a ~would have bccr i  between 'the 
ma in  arid cabin deck af-t. '[ 'his s e c t i o n  i s  o f  lighter const ruct ion thair o lhe r  scgrnerrts 
of t l ic fiull, arid i s  pierced t iy two purl: ho le  opei i ings.  Tht! port holes I iave been 
removed.  Por t  holes were  only found or1 .[tie sterri of the  vessc l  alYter t h e  
modi.f icatiotrs to t t i e  pilol ti(iciso ar id  Ictig~ttrcii ir i<jot t l i e  Texas deck.  Earlier 
p t io ior j ray l is  Lalceii priot- to tile t i iodit icai ions show s c l u a r e  witidows iri .the a f t  c rew 
q ua r Ie r s . 

IVear Sec t ion  10, otf ttie po r t  side 0.1: , t i t ?  hull, is  the rna i r i  arLifact coriceti.Lration. A 
brrlti l ub  i s  indicated ori the drawing  because .this featurt? i s  easily recogri izahle to 
spori divci-s, a n d ,  i i i  lac:[, iL h a s  bec:otne the subject of co i i r i t loss p l io iograpt is  wi-tti 
.I:he I:,retl ic LabIe "cl i ver i r i  -1 u ti " ii r 1i s  tic (: o t I ip o s i Ltor i .  1ht! a r c i i  wii s p11o tog ra p he d a IId 
video taped 'to serve as  a base l ine for rrronitoririg ,Iii.turc arti-fact altrit iorr. 

Cornpol-icnt Nurnbcr '1'1 is 21 r ~ o r l i o t iui  LIN si;rrl)oartl hull  side arid is ly ing on t o p  O F  
t h e  port side 0.t t l i e  hull, oulboard sidc up. 1lrorc a r c  two side cargo. hatches, o r  
garigwiiys, lot:aced in th is  scclion. The two gangways indicatc ' th is  hull segrrienl' i s  
f r o m  thc ' forward l iul l  s ide under  [t ie a rch .  

Corri f)oneri l  '12 is the  por t  side ;)rid clearly shows  .the a r c h  a n d  sl icer strap 
asscrnbly.  The p iece is posi t ioned nearly parallel ' to where ii would have heeri 
aliac:tied, and it is inboard sidc up. The sect ion ticoke jusl below the  metal sheer 
strap, leaving a .tcw feel: oC hul l  side abovc! ~ l i ctcirti of ihc bilge on t h e  por t  sidc. 

_ .
One scc i i an  o i  hul l  in [ l ie  lei-ward area (Nut~itwt-l3) i s  oi.iitioard s ide up. Ih i s  hu l l  
sect inn iriusi have beet i  i i i  place prior 'to i-tic scpai-al:ioii of l l i e  p o r t  side Irorri t h e  
hottorn. This section of thc hull  may k c  a por t ion  0.t: ,the b o w  that was broketi away 
soon after t h e  wreck. There are ~ j o i i g e dscc i ior is  on thc hiill p lanks .that m a y  tie t h e  
resul t  o-i' t he  in i t ia l  wreck evcnt .  I t  i s  ctnlikclv that  [he gouges  were  caused by 
posl-dcposi.liori;il i ce  rnovetnent becacise none of thc structure arocind ihe damaged 
planks show arrv s im i la r  darnago.  

l trc remairi ir ig two sections, 'I4 and '15, are f r o m  'the bow.  The larger is a 4U-.fooI 
set:tiori of ,the who le  por't b o w  assernkily. The straight t imbers of the .fore por t io t i  
were  p a r t  of the stein post. The curvet i  tirnhei-s .to .[lie rigtit art iculated wi-th t h e  
h o w  deadwood a n d  centerline keelson. Arr irniportant .feature o f  Set:liori I 4  is tile 
fo rward  junctiori  and -tie-in of t h e  arch suppor l  a n d  sheer strap. 

Tl ic Lriaiigular piece ly i t \g  o i i  t h e  forward edge o f  ttie bow section i s  a deck hook. 
The indicators of t h e  d e c k  hook arc thc i w o  half-rourid irideri-ta-tions to  [tie rear of 
t h e  piece. They were probably  cut to  -Ci-twiiidl;iss mounts .  A sirriilar set:tioii can be 
o b s e r v e d  o r 1  t h e  fore der:k o f  AIVIERtCA. This structure i s  irrverlccl. 

Pa r t s  0.f Ehe vessel structure t h a t  arc not rcprcseriled i n  the si.te rernaitrs are i he  
u p p e r  cabins, p i lo t  house atirl decking of the vcssel .  The on ly  t race  of .the cabiri 
work located was some metal  deck railirig found in -the fo rward  portion of the  
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bottom. There are no indications of the transverse beams of the t w o  decks; they 
seem t o  have been completely stripped out. 

Hull Support 

The Insurance Underwriters' Vessel List (1890) referred to  MONARCH'S hull as  having 
"oak construction strongly reinforced with iron." MONARCH was indeed "strongly 
reinforced with iron", wi th  three principal iron hull components: the main arch ("hog 
truss" or "truncated" arch on both sides of the hull), the sheer strap (below the main 
deck level), and the gunwale girder that ran along the promenade or cabin deck 
level. 

The main arch is attached to  both t he  bow and stern deadwood. For the remainder 
Of i ts span, the arch is attached to  the vertical frames that run from the keel to the 
gunwale. This is a much heavier design than found on most contemporary vessels. 
Frequently, only every other, or even every fourth frame ran the full height t o  t ie 
into the arch. 

MONARCH'S iron or  steel arch was composed of 3/4-inch thick stock, 36 inches 
wide. Prior to  the use of iron or steel for  the arch, they were constructed entirely 
of wood. Earlier arches were composed of several layers of heavy oak timbers wi th  
rnortices for t h e  vertical frames. The metal arch reinforcing of MONARCH is on both  
sides of the hull frames. Where the arch enters the hull, it is beneath the hull 
planks. Porrions of the arch may b e  seen above the  level of the promenade or 
cabin deck jn Figures 4.7 and 4.8. The arch is constructed of iron and runs along 
both the inside and outside of the vertical frames. Its s h a p e  is slightly flattened and 
extends just above the deck rail, a n d  thus sometimes referred t o  as a "truncated" 
arch. 

It may be that the metal reinforcing in the hull of MONARCH was steel, rather than 
iron. UNITED EMPIRE was  reported t o  have had steel arches (Chicago Tribune March 
23, 1883; May 21, 1883; Chicago Times May 27, 1883). It is likely that MONARCH, 
which was built later, did as well. As of the t ime of the field work on MONARCH, 
there was no easy method to  determine the composit ion of metal underwater. 
Contemporary accounts, like modern ones, often used iron and steel 
interchangeably, and are not reliable. ''Iron" or "ferrous" are used in this report wi th 
the realization that the material Peferred to  may be steel. When there is a high 
certainty that steel is used, i t  will be so labeted. 

There apparently was a box girder arrangement ar the level of the cabin deck rail. 
This girder is made up of t w o  iron plates that run f rom the stern t o  t h e  arch, and 
f rom the bow t o  the arch, forming a continuous iron-clad deck rai l .  This girder 
provided additional longitudinal strength. 

The sheer strap ran the length of the hull inside the frames under the main deck 
level. This feature is vis:ble on hull sections 6 and 12 in Figure 5.25. This member, 
unlike the others, i s  made of a single laver  of iron sheeting, riveted together and 
tied t o  the inboard side of the vertical f rames  (Fig, 5.31). The material seems to  be 
the same stock a s  the main arch: 3/4-inch thick and 36 inches wide. Two widths 
have been riveted together t o  give a sheer strap width of about 72 inches. 

An inside framing of timbers tied the top and bottom of the sheer strap into the 
frames, and a vertical frame was lajd over the the joints of the iron sheets making 
up the Strap on every fourth frame. This detail can be seen in the site map, and 
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There is nu evidence of sl ieer s i r a p  oil the outside o f  i f i u  Iiull. I t  has  bceri 
suggested tlia-t this nieiriber was inc:lutled iii (tie ship cotistruc.tiori ,for protection 
frorn ice, but . tha t  was not the case. This strap is on  the irisidc of Lhe Trarnes above 
the rrormal water line, and the hull was planked with 4.-iticti thick oak hul l  planlcs. 

The th ree  supporl systetns provided a piirtic;ulcrrly slroriy, rigid hull This is rc l lcc led 
on the wreck si ie by i h c  largc size a r i d  slruc:tural ir i teyri iy o l  Lhc various hull 
elements Lkal have survived 

Iron was ~rsedin two addilioinal itistant;es wiLhiri The IVIOIVARCtl hull. The c:criterliiia 
stanchions were t ied togetlier wi th  iron strap tor additiorial lo r i y i tud i ia l  s t r c i \g l l r .  
These stanchions m a y  be s e e n  ori [lie s i t e  rnap (Fig. 5.25) ,  and l l i e  s-traps appear  i is  
the long ribbori-like elerrierit ruritiiricj ;iloirg ttrc intier pu r l  edge o i  the  Irutl h o t t c i i r i .  
The stanchions were  torri out, a n d  some are held i ip above lhe bottorui, still 
supporied by I h e  i ron  sLrappirig t r i a l  rarr  alor i< j  t h e  ~ i p p c rport ion or l h e  porl a r i d  
starboard edge of the  timbers. The s-taricliioris arc o n  4.--foot ccrircr!;, accept i r r  ihe 
s t e r n  section where  t hey  are closer 'togt'ttier, a r r d  rnav have tieen used as addiiioriiil 
support for .the boiler deck. 'The angle:; t l i a l  were r r ia tc  into l l ie s l r a p  sug~]c?sti'l 
ran .from tlic aft deadwood, up under  the boiler deck a n d  alor i r j  the underside of the 
main deck beairis t o  be  tied into .the bow. 'Hie bow sc?r:tioti of the stanchions has 
no1 beei i  found arid was probably torri of1 with t h e  bow wticri the stlip broke dur i i ig  
the wreck. 

Ariothcr rriajar u s e  0-f i ron iri IVIOI\lAKCl-l's construction wws t ( i  lirie the boiler rootn. 
A section of ,this liriirig may tic! seer i  i r i  Figtire 5.36. The pritc:lic:e was fairly coii irriori 
on Great Lakes slearnsrs as a pi-ccawtiori agairist ,fire. A sirriilar se(:Liori of shcctir ig 
was located on CHISI-IOLIVI (Fig.  5.1). 

Prop u I sion C: Ic in en 1s 

The stern port ion 0.f the hull rcrriiiiris is ~.)ilrli(:ularlVinteresting hecausc? .the engii ie 
and rnacliinery tnountirigs are still i i - 1  p lace.  ' r k  largest Ccattrrc is the erigiric rriuurir 
or bedptale. It i s  made 0.f cas t  irori arrd auactied to ,the large engine bed timbers 
bui l t  irrto ,the floor frames (Figs. 5.28, 5.19). 

Appareti-Lly Ltic erigirie was reruovcd w i l h  little dilfioLiIty by the '1908 salvors. It was 
sjrnplv unbolled -Irot-ri i t s  bedplate. The threacls on the rnounting hol-ts show little 
damage arid are still clearly visible. Orie 0.i t l ie rrios1: obvious fea'rures of tic criginc 
rnount i s  t he  rriairi shaf t  bearing t o  t he  s.terri or itre rnourif. 

Proceeding alorig the drive .train ioward .the stern, ariotlicr machinery rnount i s  
visible. T h e  rnount is a very large, sirigle uiiriber with four  ho les (Fig. 5.25, 5.NI). 
This i s  the r r rounI  for the Chrcrst bear i t ig .  A rhrus.t bearing was riecessarv to 
miriirnize .the pressure a g a i n s t  l h e  iriterriat crariks1i;i.f.t hearing:; of [he etryiric a r id  .the 
cngirie mounts. The thrusl bearing traris;rnitl.erf the push of the screw 'to the hull 
'through th i s  heavily const ructed feature. The thrirsl l)earin:g, a hlgh-COSl aird 
reusable ilerri, rnust have becri salvaged with tho en!gine a n d  sha f t .  A secotrd shaft 
bcaririg is located aft of the  thrust-bsarir ig Inour i t .  Thrust bearirigs m a y  t 3 c  casilv 
observed on GLtl\lLYON arid CHISHOLIVI (Figs. 5.43, 5.20). The GLENLYON bearing is 
a multi-collar type and t h a t  of CHISHOLM i l i e  earlier single- collar type. 
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Near the hull, in the area off the engine mount, a 5-foot long, upright i ron pipe is 
located (Fig. 5.34). The pipe is riveted together a n d  connected to  a box-like, 
through-hull fitting. This is the overboard discharge for the circulating pump of the 
condenser. An intact example may be seen on the port side of the engine room of 
AMERICA. 

Auxiliary Machinery 

In the engine room area, a manually operated, double-acting water pump is located 
(Fig. 5.35). This would have multiple uses aboard a vessel like MONARCH. The 
pump was used as an auxiliary feed pump for the b i t e r s ,  a fire pump or an 
emergency bilge pump. A wooden handle was inserted through the top  allowing 
t w o  people t o  operate the pump. This pump is very similar t o  one located on the 
bow of AMERICA. 

This artifact concentration area also contains machinery, including a water pump 
with a flywheel. An example of the cargo winches found on the site is visible in 
Figure 5.32. The winches were mounted along the centerline above the main deck. 
An iron A-frame supported the end opposite the large iron roller. The winches were 
mounted in pairs above the gangways, and were friction turned by a line shaft with 
a smaller friction roller that fit between the iron rollers of the t w o  cargo winches. 
They were used To lower and raise package freight f rom the main deck t o  the hold. 
Several wraps of rope were passed around the slowly turning hardwood roller that 
functioned a s  a fr ict ion drum. A long portion of the line shaft wi th the smaller 
rollers was also tocated within the hull structure. 

The 14-inch diameter wooden friction-drums were 6 feet 8 inches long and turned 
on a 3.5-inch diameter shaft. A six-spoke wheel 2 feel 8 inches in diameter was 
still attached t o  one end of the drum. The spoked wheel, which was turned by a 
friction drum mounted on a long shaft, was made in t w o  pieces. The inner section 
appeared t o  be a casting that included the spokes, The 9-inch outer, flat r im was 
attached bv rivets. 

In f igure 5.33 (left center) a port ion of a steam radiator may be seen. Great  Lakes 
vessels used boiler steam. piped throughout the living and working quarters for 
heat. Steam radiators, much l ike ones used in buildings, were the local heat 
generators. Similar intact examples containing three elements were located on 
AMERICA. One intact specimen is in the social hall of AMERICA. 

Cargo 

The assemblage of artifacts in the stern area is interesting and informative. Cargo, 
machinery, and ship’s f i t t ings are found in close proximity. Figure 5.33 shows some 
of the cargo and fittings. Five boxes, containing either rivets or threaded bolts, are 
still jntacl. The bolts and rivets have corroded together t o  form a solid mass the 
s h a p e  of the packing box. Broken China and brown bottles are strewn over the 
area. The brown bottles are of the type frequently used for beer, but curiously, 
s o m e  of rhese are packed completely full of grain and stoppered with cot ton (Figs. 
5.33, 5.38). There has been some speculation that these were beer bottles of the 
salvors that were somehow filled wi th  grain. It is more likely the bottles contained 
grain samples. It has also been suggested t h a t  the samples were  seed grain. Most 
likely the bottles contain samples o f  the cargo grain. 
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Fig. 5.25. MONARCH site m a p .  Drawing by JerrV LjvingsTon 
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Fig. 5.30. I l lustrator Jerry Livingston drawing detai ls of thrus'i bearing mount, 
looking toward the stern. NPS photo  b~ Larry Murphy. 

Fig. 5.31. Forward end of starboard stern section of MONARCH. This section is 
inboard up with the metal sheer strake clearly visible. The photo i s  looking aft. NPS 
photo by Larry Murphv. 
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Fig. 5.34. Overboard discharge pipe for  the condenser. NPS photo bY Larry 
Murphy. 

Fig. 5.35. Manually operated water pump. These p u m p s  were used as  bilge pumps 
or fire pumps. A similar p u m p  is located in-place on the bow of AMERICA. NPS 
photo by Larry Murphy. 
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Fig. 5.38. Bottles in the area  of cargo concentration on MONARCH. Many of these 
bottles were filled with grajn a n d  stoppered with cotton. NPS photo by Larry 
MurphV. 

Fig. 5.39. Huii structure a n d  brass fixtures in t h e  rarely visi ted portion of MONARCH 
a t  a d e p t h  05 130 feet. NPS photo by  Larry Murphy. 
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itself; the rudder, its shaft and the bearing-collar are still held in t h e  tangled steel of 
the fantail's shell plating. 

Moving up the reef face, the next section of wreckage is the most  impressive single 
piece, and it consists of the whole engine-room section of the bottom, wi th keel 
and frames t o  the rnargin-plate at the turn of the bilge, the main engine and several 
auxiliaries, the tailshaft and propeller, and a large section of  the port side. A smaller 
portion of the starboard hull side is present t o  the north of the engine. Prior to the 
1985 field work, an intact port hole was observed on the port hull side below the 
engine. The port hole glass and storm cover were removed by looters in either 
1984 or earIy 1985. 

From a diver's perspective, the engine is massive, and i t  towers above the 
crankshaft in a jumble of huge castings and forgings. The columns that once 
supported the huge cylinder-chest have been broken. As a resutt, the 
cylinder-chest is lying collapsed onto the crankshaft, and a l l  of the connecting rods 
are bent out of  shape. The cylinder-chest lies over a t  an angle of about 90 
degrees from vertical, leaning t o  the port side. 

The thrust hearing wi th its four collars is visible directly to  the stern of  the engine 
(Figs. 5.42, 5.43). The propeller shaft has been broken, and the tailshaft and 
propeller are twisted about 30 degrees out of line t o  the port. This tw is t  may be 
the result of the engine block and hull bot tom assemble sliding down the reef and 
bending the shaft. The cylinder chest  is over some of the port  side of the hull, 
indicating the hull had collapsed before the engine moved to  its present location. 
Two of the four blades of the iron propeller have been sheared off a t  the hub, and a 
third blade has been broken in half. It is not  clear whether they were broken off 
when the ship struck the reef or at some t ime afterward. The missing portions of 
the propeller blades were not found a t  the site. It is most likely that the blades 
were broken during the wreck event. 

The engine is a direct-acting, inverted, vertical, triple-expansion steam type, which 
was developed in the mid-1880s and introduced to  the Lakes in the steel steamer 
CAMBRIA in 1886. This design became the standard for most commercial steam 
vessels everywhere between 1890 and about 1930. In the remains of GLENLYON, 
the  three cylinder-heads, with diameters of 20, 32 and 54 inches may be  clearly 
distinguished (Figs. 5.42, 5.44, 5,45). A large air-pump was run off the moving 
connecting rods, and still attached t o  the starboard side of the engine. The 
pocketed jacking gear used to turn the engine during repairs is also notabte (Fig. 
5.42). The large size of the gear indicates it may have also served as a flywheel. 

Several other auxiliaries l ie in close proximity to  the engine in the chaotic scatter of 
the engine-room debris; among them are the steering engine, which the  ship's 
construction plans show on the  main deck just aft of the engine-room bulkhead; 
various steam pumps for sanitary water, boiler feed, ballast water, bilge suction, and 
fire fighting; the refrigeration compressor or "ice-machine"; the etectrical generator 
("light plant"); and numerous tools and parts. Most of the apparatus appears whole, 
relatively undamaged, and gives the impression it would be easily operable. The 
engine room remains lie heaped in a 50-foot long pile. The engine and engine 
room are in a position that affords a remarkable opportunity for a detailed study of 
early-Twentieth Century s t e a m  technology o n  t h e  Great  Lakes. 

Alongside the engine-room wreckage is a 70-foot section of the ship's hut1 that 
formed the port side of the machinery spaces, f rom the afterpeak bulkhead to  the 
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boiler roorii. I1 is pierced wiLh sevcri i l  tJirougIi- I i ~ r l Ifittirigs for wa'ler iritiikcs aird 
ballast discharye, which arc 2111 l y ing  exposed; t h e  hull section is iritioard up. On .the 
reef directly b,clow .(tie low pressure cyliiictoi. I i es t l  is an  overboard rlischilr-ge valve 
and pipe, rriuuti liltc .( l ie oiic rernaiiiiiig iipi.igli.1 on t l i e  si lo of IVIOIVAt-1Ct-t (C-ig~5.34). 

On the inside (wesi  side) o f  tlrc ridgc . t t i a l  t o r rns  Cleri lyori  S h o a l  is .tltc forward 
portion of the ship, .from a11 appc~arai i~:esconsiderably inure ilia11 h a l f  o f  [tic Icngtti 
of the hull. As one swims 'to wtia.L would have been tic star1)oard side of t t ic 
vessel a lo r i g  ii wreckaye [ ra i l  exLcridirig iirlo dcctier waLcr', deep gouges becorrie 
apparerrl irj ,the srnoo-tti rock l a c e  0 - f  -the ravine. I t  i s  ot)vious .Llrat I t i o s u  s(:;irs are 
not a result of tlic i r l i t i a l  i t i lpi icL, because ohcy are L O O  decp (helow l h e  watcrlirie o f  
.the original vessel) ai id are prot)abIy a .I.urir:lion 0.i' i c e  moving picces of wreckage 
around during l t ie  witi.ter. AL s o m e  points, rus.tetl bol ls cair  be Tourid in ttiesc! 
cracks. This forward porlioir of the  wreck exto i i t ls  over GL10 .feu[ o l  Lakc bot.toin, bu-t 
the grea'tosl. p a r t  of it corisis.i:s of one m a s s  about 300 .feet sqLiarc. Spread liere arc 
sectiuri s 11 f botiorn, sIde a n d der:k; beams, t i  oI tl 1) iIIa I-s (slanchi oil s ) ,  .fra rrie s, [I ipitig, 
angles arid stiell pla.ting. Otic s.teel rnas't lies draped across  aboirt 'I30 feet of 
debris, .twisted grotesquclv so .thal: iL: is  rio loriger easily rc(:o$~nizcd.T'hcrc arc  also 
heavy steel  gangway-doors and ttie davits ,that wt?t-cused t o  l i IL Llieri~,' tween- decks 
cargo winches arid t t ie line sliaFts P o  which they were cor i r iectcd aird deck 
machinery .from tlre spar deck. The forecaslle arid iort?licalc p o r t i o n  ( i f  thc t iow (l:ig. 
5.4-1) lies relativelv intact -for abotrt 3f1 feet or ils Ierigtti, wit t i  t he  irrwiotrst! stearn 
windlass s.Lill .firrnlV rooted iii p lace .  -I l i e  c l i i i i r is  are pijitl ou l  aci-oss thc wiridii iss 
arid through .Lhtl hawse-eycs .to ii pair of stock less arichors. ' Ihe cCia,iri l i nks  
rneaaure 6 x $1 inches. A steari-1 capsLar i  also l i es  iiearkiv, a s  docs a rnooring wirich, 
both remnarrLs of tt ic forccasIIe deck abovo Llre windlass rooin. AC least l t i ree pairs 
of b i t ts  are also lying wittiiri 50 .feet of t t ie si.tc, iriore pi ir ls of t l i t !  forecas-tle d e c k .  
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Comparison of GLENLYON wi th  other steel ships a t  Is le  Royale tends t o  support that 
claim, although GLENLYON was built 15  years earlier than the other steel freighters 
there, and i ts workmanship may be more representative of  1890s standards than i t  
is of any particular shipyard’s; when compared with other Isle Royale wrecks, 
though, it is most  reminiscent of ALGOMA’s Scottish artistry, and contrasts 
perceptibly wi th the utilitarian style of EMPEROR, KAMLOOPS, and CONGDON. 

Near the wreckage of  the forecastle there is a single intact cabin structure standing 
upright amidst literally thousands of tons of ship parts. The cabin appears t o  be 
part of the Texas or officers’ quarters f rom abaft the pilothouse. There is no simple 
explanation for  i ts survival, as it Is of far lighter construction than the port ions of 
broken hull around it. This cabin was apparently added in 1918 (Canadian Railway 
and  Marine World 1918:126) for  officers accommodations, Its separation from the 
surrounding wreckage may be the result of being relatively lightly attached to  the 
structure, which enable i t  t o  separate as a unit. The cabin now contains no artifacts 
a n d  the portholes have been removed. 

Continuing in a southwesterly direction, other sections of the ship‘s hul l  may be 
found as  much as 300 feet beyond the large concentration. The large field lies 
under a pair of ledges, but the remainder is spread across a flatter rock bottom. 
Recognizable pieces of structure include identifiable portions of side, wi th shel l  
plating, vertical frames, and distinctive longitudinal stringers; spar decking, in some 
cases wi th mooring bitts on it; and double-bottoms. This scattered material 
probably came f rom the midships portion of  the hull that lay originally on the 
shallower part of the reef. 

Site Formation Processes 

The extreme distance between features of the GLENLYON wreck proved t o  be 960 
feet; the ship measured only 345 feet in Iength. The condition a n d  orientation of 
the wreck is almost certainly a result of the movement of  ice floes over the site. 
Historic accounts describe the ship lying on the shoal and slowly beginning t o  break 
up. Witnesses say that the decks rose amidships, which indicated that the ship’s 
bottom was caving in, and with r igid vertical I-beam stanchions running down the 
centerline, it forced the decks up. Not long afterward, the ship’s back broke just 
forward of the boilerhouse, and the  integrity of the hull failed. Once the ship broke, 
the t w o  halves began t o  settle on either side of  the reef, the bow to the inside and 
the stern t o  the outside; the heavy boilers settled out into -the shallow water on the 
rocks, along with portions of  the collapsed midships section of the hull. Those 
lighter parts of the  hull that  lie in the shallowest water were the easiest moved by 
drifting ice, and they are the ones that seem t o  have been carried farthest. The 
bow and stern portions of the ship ended up somewhat protected f rom the ice by 
the rocky ledges against which they came to rest, and they have consequently move 
little since the sinking. Considering the alignment of the islands and shoals in the 
Menagerie group, there is only one direction in which ice could logically drift, and 
that is toward the southwest. It is logical t o  assume that a n y  further, undiscovered 
parts of GLENLYON lie in that direction, probably consisting of the l ightest parts of 
the ship’s fabric or those that came t o  rest in the shallowest part of the shoal. 

The fractures of the hull  structure may also b e  the result of decades of  ice action. 
Many of the  steel shell-plates have simply been torn apart. Some failure has been 
along seam lines, but much is through the plates. Other than ALGOIVIA, the 
wreckage of GLENLYON is the only metal wreck of Isle Royale that  has been 
completelv broken up. Other wrecks have not been disarticulated to the extent of 
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GLENLYDIU. GLENI..YOI\I is also t h e  stiallowes-i: 0-l' the m e t a l  wrecks, excepl: .for t h e  
bow por.i:ioti of COX .that is also severely frac-turad ai id dispersed. The relat ively 
small size of the sfrut:tural remains of these two wrecks ref lect markedly the 
powerful dest ruct ive forces ar:iivc in the slri.illow wa.ters of I_aI<cSuperior. 

Another asper;-t 'to be considered in  .[tie ' fracluririg ot' .the lslc R o ~ a l evessels  is the 
variation of steel used. A cowiparative rneLaIlurgicaI analysis of the steel 
compounds used in const ruct ion coupled wi.[h .the nature 0.f natural impacts  would 
give ins igh i  into the u s e l i v e s  o l  vessel hulls of the Lakes -for per iods represented 
by t h e  lslc Fioyale shipwrecks. 







Fig. 5.42. Archeologist Dan Lenihan examining the triple-expansion engine of 
GLENLYON. The engine lies on i ts port side in 30 feet  of water a t  GLenlyon Shoals. 
Photo bv Mitch Kezar. 

Fig. 5.43. Detail photo of the rnultiple-coltar thrust bearing of GLENLYON. NPS 
photo by Larry Murphy. 

283 



i
i 


Fig. 5.44-5.115. Views of GLEI\ILYON s.tearrr eng ine  a n d  rriairi  s h a f t  frorn l l i e  top .  INI'S 
phoio by Larry Murphy a n d  Mylar field drawirig by  Jerrv  Livingston. 
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AMERICA: SITE DESCRIPTION AND ANALYSIS 

Site Location 

AMERICA is . in  the channel between Thompson Island and the main island, known as  
North Gap, out of Washington Harbor at the south end of  Isle Royale. The vessel is 
0.7 statute miles f rom t h e  northeast t ip of Grace Island on a t rue bearing of 331 
degrees. The vessel is marked by a privately maintained obstruction buoy in North 
Gap channel. AMERICA can be located in the channel by rounding the northeast end 
of Thompson Island entering Washington Harbor, using the white daymark beacon 
on Thompson as a point of reference, on a true bearing of 119 degrees and 
traveling a distance of 0.2 statute miles. The position of  AMERICA i s  47°53’39”N 
and 89°13‘15”W . 

Site Description and Analysis 

The wreck event that resulted in AMERICA finding a final resting place against a 
steep underwater cliff in the channel to Washington Harbor is well  documented. 
Considerable changes in the vessel remains have occurred due to both natural and 
cultural transformational processes; but, in a comparative sense, AMERICA is a very 
intact and accessible shipwreck. Sport divers have devoted more dives, by far, t o  
the exploration of AMERICA than any other site a t  Isle Royale. It is renowned well 
beyond the regional diving poputalion as a spectacular dive. 

The heavy recreational activities have contributed significantly to  site 
transformational process. Normally, contemporary salvage is  t h e  major source of 
human-induced change to  a historic wreck site occurring after the initial sinking. In 
the  case of AMERICA, both initial salvage efforts and later attempts to  raise the hull 
resulted in some notable effects on the site, but  slow vandalism over the years by 
sport divers before The Park asserted management control has resulted in the  vessel 
being largely stripped of portable artifacts. 

The most  visually dramatic posl-depositional effects on the site, however, were a 
function of natural forces a t  play on the wreck over the years. Major ice buitd-up in 
Washington Harbor and North Gap channel has torn away or crushed the majority of 
bow superstructure and the forward hull above the main deck level. The b o w  is just 
under the surface and the lowest point of the stern is in 75 feet of  water. Impact 
f rom ice is apparent to a depth of a t  least 30 feet (Fig. 5.46). 

Post-depositional effects accounting for  the major structural changes t o  the the 
vessel are f rom ice damage. There is also evidence of  purposeful modif icat ion from 
salvage efforts. The vessel’s archeological value has been considerably diminished 
by removal of portable artifacts by sport divers. 

The hull of AMERICA h a s  both a stern and port  list. Measurements of the  hull-list 
angle  were taken at various poinrs on the ship. Readings were taken with a small 
plumbline and 180-degree protractor affixed t o  a square, plastic slate. The device 
provided a direct reading of degrees of slant angle f rom vertical. The stern tist is 
between 21 and 24 degrees, and seems t o  b e  somewhat more pronounced a7 the 
bow, where There is a 26-degree port tist, a result of the combination of  bot tom 
topography and a 2-foot 8-inch deadrise in the hull. 

285 




A swim over the hull from b o w  'Po sleri i  brirrgs marry features ir i lo view (Fig 5.41). 
The windlass is the most iruiposing 0.f the shallower deck features. Historical 
records indicate the  stcain powered windkiss is t h e  original. 

The windlass tias two friction rfrurris or  warpiing-ends on each side. 'Cliesc were 
used lo t ighten .the rriooririg lirres. Two horizoiitat ir ioori t iy pipes, which are parallel 
to the deck and extend ilrrougfi lt ie l i ~ i l la r i d  reserrible -the hawse pipes, a re  loca ted  
forward of  .the windlass. V i e  rrrooritig lines were run .through the pipes arid 
wrapped around lhe slowly -turriitig ,friction drurns to move 'the ship along the dock,  
or l i gh ten  ttie liries. T h e  Ioosc band toward the cerrler of the windlass froin .the 
warpirig crids sroiind the cylinder i s  ,i:Iie brake. 

The windlass was enclosed on the rnairi deck j u s t  .forward of tho  saloon d o c k  arid 
pilot house. I ce  damage  has reir ioved ttie forward st ructures a r i d  wooden porl ior i  of 
the side 0.i' the hul l .  Forward o i  . t i e  windlass is a small h a t c h  a l  ihe forepeak. This 
is the chain locker in which ttle a i ic l ror  c:ahlc! was I tepl .  AMEHICA carried two 
anchors of 2,100 pounds arid '1,000 pour i t l s .  't'lte I928 Hull l i ispecl iori  recorded Cliat 
both anchors were f i t ted wi th  60 faihoins (360  feet) of anchor chain. The 19G5 
salvors rcportetl 201) fa t l io tns o i  arichor chain in the chain locker (IVlarshall Salvage 
Report to Cartock Uet:. 3 ,  '1965, ori filc Isle Royale Natioiial Park). Apparelilly the 
salvors rerrioved the chain; the locker i s  riow erril).ty. It icrt! i s  n o  record as  lo the 
present Iocatiori ol .the anchors, whicli wcre removed by  Lht! Corps of I-riginecrs 
during WWII (J.F1. Marshall '1974, 'I$186 i r t k r v i cw  with tloldcri; Capt .  Alfred Sorcnsorr 
'I 98% interview with Lahadie). 

On the port  sido jL1s.t forward o.f .the windlass is a dout)le-ac:.ling pururp. This pump 
was mentioned iii t h e  19?tl 1-lull 1rispet:ticin report arid was .terrnetl a fire p i i r i i r ) .  A 
similar purnp was Imcated on the s i te  o f  MC)I\1AlICI-I (Fig. 5.35). 

The pilo-t Iiousc? ar id  .Forward (:ahitis were rot l iuvod by ice. It i s  uricertairi how 'far 
toward Ihe stern i c e  irnp;ici to  ttie cahi t t  arid boa1 deck won1 priov .to t h e  abortive 
'I 965 salvage operations. The salvor's repoi-ts indica-to thcv reriiuved rriuch of l h e  
superstruc-turc. The repori: slates tlrcy rcrnoved "a great deal of the dam;igc-!d 
supcrs-eructurc .... A large portioii of t h e  darrriicjcd s rxond  d e c k  ... opening .tho area 
over ttie engiirc ... a t id  t h e  i i rea around the opening ... t ias heen shored" (Duli i th  
IVews Trihulic, .  Oct. 25, 'I SEE;). 
~~ ~~~ 

Al~liocrghA1WEIlICA was originally rigged io carry 6 l irel)oats, cmlv .five were reqi.riretl 
i i i  its la-ler ycars of uperalion. The lifchoats were rnetal and about 20 feel long, G 
feel: in brcadt t i  arid 2 'i/2 'leci: in depth, capab le  of carrying about 18-20 people. In 
'1928, l h e  I iu l l  Illspec-tor ordered ti rail b e  cons l ruc lod  where the  sixth lifeboat h a d  
beer1 carried. The davi.ls wcre alkict ied l o  ( l ie cabirr deck. I t  is assurned from .the 
location of a loose davi-l discovered or1 chc cabi i i  deck !hat the f i f th  lifeboot was 
carried on the s-Larboard side, which rnea i i s  the added railing was on thc pc1r.t. 

There is a raised skvligtil on the boat d e c k  rncasriririy 'I2 feet loiig arid 7 .feel wide 
a'( the stern a r i d  9 fee t  wide a t  [lit! forwarcl edge, ar id  abmut 2 .feci higti. The 
operiir igs i r i  t h o  side of ttie skyl igf i l  are operi, ai id tliero a r e  rto indica-Lions t t i x t  .ltiey 
ever con-tainod g lass.  A f l  of tlrc skylight is a 4 'l/',-.loot opening tha-i: was .the 
stairway down 'to the cabiin deck. Originally, - there was a spiral staircase, which was 
replaced h y  a stairway ir l  the '19'1 'I altera,tions. ,Just forwart1 0 - f  .the hatch is a round 
opening for -the gal ley stack, which tiow con la i r r s  t h e  corrugated air-lift pipe I e f I  by 
-&tie 2965 salvors. This pipe e x l e n d s  down i r r l c r  the storage roorri a t i  o l  the! galley, 
which is bclow h e  main deck. 



Below the skylight of the boat deck is the promenade area of the cabin deck. This 
was an open area and contains the emergency tiller. The steering quadrant was 
below on the main deck. The aftmost cabins were just forward of  the skylight, and 
there was a set of double doorways that opened out onto the promenade space. 
Unfortunately, little of the cabin structure remains on the starboard side; however, 
there i s  a bit mure of the cabin structure on the port  side. The interior has been 
mostly cleared away. Each cabin had a square window, some of which can be seen 
on the port side of  the hull on the cabin-deck level. One window remains on the 
starboard; the superstructure is broken at the second cabin window f rom the stern. 

Forward of  the skylight is a set of stairs that is partially blocked wi th  sections of the 
cabin deck (Fig. 5.49). Descending these steps, which have become popularly known 
as the "ball room stairway", one enters the social hall. The social hat1 is mostly 
empty, only containing a steam radiator in the a f t  starboard corner. The f loor of the 
social hall is cement and scored t o  resemble flagstone. Above t h e  radiator is a 
window into the purser's office. There is a heavy silt accumulation i n  the purser's 
office, but the bulkhead-mounted counting boxes can still be seen (Fig. 5.50). 

Directly toward the stern of the social halt is a double doorway that leads into the 
dining room. The doorway to  the left  is the purser's office. 

The dining room is on the main deck a t  the stern and is a l i t t le  over 25 feet long. 
Circutar dining tables were mounted on the stanchions. On the forward port side is 
the pantry wi th a door that opens into the dining area. The door to the purser's 
office is on the starboard in the hall leading t o  the dining room f rom the social hall 
at the base of the main stairway. 

Surrounding the dining room a n d  social hall area is a narrow walkway extending 
from the stern t o  forward of the engine. Two toilets are in the stern on each side 
of the ship, aft of the dining room. There were double doors leading from the 
social hall TO the walkway, and single doors teading from the dining room on each 
side near the stern. Some of the doors may be seen in the wreckage on the port 
side of the hull just inside the gangway and on the Lake bottom off  the port  side. 
The double doors were aligned wi th  the aftmost gangways in the hul l  and were 
used to provision the galley, which js below the dining room. 

The starboard aft gangway is blocked by a vertically-hinged hatch, which could be 
partially opened for ventilation and viewing. The forward gangways were covered 
by hatch covers held on place by 4x5-inch strongbacks, the slots f o r  which can be 
seen attached t o  the gangway frames in the forward gangways. 

The bulkhead of the dining room has square windows, and the hull had port  holes. 
All the port  holes have been removed f rom the hull. The port holes in the  aft 
section of  the hull  open into the walkway, except for  the t w o  t h a t  open into the 
heads.  

The stairs t o  the galley are directly under the stairs in the social hall. These narrow 
steps are steep, but they can easily be negotiated by a diver. There are cabins or 
pantries on both sides of the hall leading to  the galley. Originally the ones on the 
right as the stairs are descended (port side of the hull) were cabins intended for 
service personnel. The ones on t h e  left were for srorage. In the deck of the hal l  
there is a small open hatch that is an access to the shaft bearing. 
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The gal ley cori iains the stove C ) I I  ~ h ca18 bcrlktieat-l, sinks, courilers a n d  shelves.  1 0  
. the a-f-i  huIkti(!atl i s  a doorway lt 'atl j i ig i i r lo II s lo rage room.  T l ie  end of the  air- l i - f t  
pipe, wtiicli is visiblc oti t l ic !  LoiiL deck, (:;II.I bc scen i n  this storage roorn. This 
stove r o w i  Lecarrie kr iowi i  iis thc "Torbicldori rooin'' a i tc r  ii diving fatality occ i i r r tx l  
-there iri '1976 ( sec  C l i a ~ ~ ~ l o rVII), lHie tloor 0 1  this s lorc room was wedged parl ly 
open, a n d  it was irripIicaVcx1 i r i  ( t ic  ial;itiiy. ' I  t ie ir ivestigxli ion assumed the diver tiad 
enlered Llio room arid t ) c ? c a r ~ i c !  clisoi.ictilcd dui-i l ly a sill--out and was  unable to exi.t 
the n a r r o w  opori in~g. Tt ie "forbirlderi trooin" tie!c:arne a loc:aI po in t  f o r  matiy divers, 
srirne of  wtiorri undoti t i~et l ly  pkislretl their l i r r l i l s  passing LlrrougI~[ t ic  narrow olicw 
doorway irito .[tic si l t- Iacleri rocir~i.  In 1983, sfter crinscrltatiori w i th  the 
Sirpct-iritcridt!ril o l  Isle R o y a l r ?  Nncion;il Park ,  SCRU pc-!rsoriric:l rcrr iovetl  itre door  l o  

todecrease Itrc d i i i i c ] ~ ~  v is i t ing divers. Thc door  was re i i iovet l  hy pryir ig L I ~or1 (lie 
bottom edge wi ih a lever, l i l i i r iq Llie door [ i f f  i t s  hinges i ~ r i t lle t l i i ig it fa l l  irrward, 
where il rcrriairis. 

The engine root r i  of AIVlEHKA i s  a rt!rnarkat)Ic! tlxarnplc! of t i i rr i ---oI- lhe--century  Great 
La Ices in a riri L? c! rigi riot!rin9, a nd ti f l c rs  a we I I - 11rc st! rvc  d, 1:t i  rec  - di r i le  iis i ona I d is p lay o f 
e rjg ir i  ee r i rlg d e [aiIs 17-1o s L Iy unci  v;-ii laI1I o fro t ri  w ri i: tc r I  doc 11 irier i  t s of 1:he r)er iod  . -Ihe 
vi r lu3 Ily c o 111pIu t o  eIi g iII i! r 00 t 11 is Cu IIy p III 111bcd, w i t t I a slles L o s  ir is IJ Ia t i on s-tiI1 
proscirt  or1 rriosl' of [lie pipcs. Alt wcessot- ics, valves, and  sof r i f+  of the steatn g;.rgt:s 
rciriairi. A s w i m  tl irotrgli t l i o  eiirgiric rooti) is a step inlo l l i e  tet:tiriologic:al pas.t, 
wit ho ti k tt I e f iIte rs  o i: reslo r a l io11 o r iri t e I-[)re  t i i  C io n. An u r i  d e rsla r i  d irig 0.i AlVl EH ICA's 
c ng i nc? room is  info r i n;\live ii 11 ci tie I 1) lu I i n  ur i  tl o r st ci ridir ig 1t re rria (: t i  i ne r y  retna iII S  of 
the more brokcri  up vessc!Is of Isle Hoyale.  I t  i s  a lso a usc:lcil plac:e lo  start in 
developi tig a r i  uiid e rs La tic1 i 11 9 o C i l ie I I  itic 11 Ittrget a nd r n o  re (: o rri1) Iex  rnac  hinery 
spaces of the l a r g e r  i i i l ac l  vc!;scI!; o l  Is le  Royalc  l-iIVlPkt<UH, for  exsrnple i s  a much  
larger a r i d  morc  complex  vers ion of AMI:fUCA's er ig i t ie worn. 

'l'he engiric? rooin of AMtf l lCA c a n  be cri.lcroti b y  dror)pirig .Coot-first throucjli tire 
yra led  walkway ncar  lhc forwart1 port corner  of enginr?.  A bricl' descript ion of 
.the rriacliirierv arid largci- Ccatiircs will bc discussed iis i i  onc  jrnrricdixtely faced the 
stern o r 1  .ttic pciri: side of t t ie  erigj i ie ai id cor i l i i iued iii a c i r c u l a r  rou te  around the  
s'terti o-f -the crigir ic a n d  lorwurd u p  [ t ic slarboard side. 
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The most  imposing sight a s  one reaches the bottom and  faces the stern is the large 
silver-painted pipe that must be passed. This pipe is the overboard discharge for 
the condenser and is connected to  the outside hut1 through a discharge valve. An 
example of this arrangement can be viewed on MONARCH (Fig. 5.34). The 
condenser is the large rectangular-shaped feature on the port: side of  the engine. 
There is a similar pipe that goes between the condenser and the low pressure 
cylinder of the engine. This is the eduction pipe and routes the used steam from 
the engine t o  the condenser. 

Immediately t o  the r ight is a dual-acting, steam-driven water pump.  The 1928 
boiler inspection report describes the pumps of  AMERICA as having a 4-inch 
diameter and 8-inch stroke. This is the bilge pump, and it may have been the last 
piece of machinery operated on the vessel. The bilge pump was overcome by the 
rapidly rising water f rom the pierced huli a s  the ship sank. The long hole in the hull 
that sank the ship is in the vicinity of the engine and boiler spaces and can be 
viewed on the outside of the hull a t  the turn of the bilge on the starboard side. On 
the inside, just below the bilge pump near the very bottom of the hull, is the bilge 
injection pipe and the sieve-like rose box. Also in this area are the inject ion pipe 
and valve for  the condenser. The larger valves close t o  the bottom oi: the hull near 
the forward of the engine are seacocks. 

Proceeding toward the stern the electric generator or dynamo is on the r ight and 
just ahead is the switch and fuse panet. The  generator supplied the ship’s electric 
power and was controlled by the knife switches on the  switchboard. Many of the 
switches have been removed as souvenirs. 

At the stern of the engine, the shaft connection can be seen. Along the stern 
bulkhead are broken shelves and racks for  spare parts and tools. Around the engine 
on the starboard hull is another pump. On The engine cylinder casing is painted an 
American flag. Historical documentation indicates rhe crew of AMERICA were well 
known as  a competent and proud bunch. The fact that they painted the flag on the 
engine reflects Phis contemporary characterization of  them. A comparative study of 
the mechanical revisions and decorative embellishments done by engine crews on 
the various Great Lakes vessels could te l l  us much about the behavior of  people in 
a completely technological work environment, if approached from an anthropological 
perspective. The Great Lakes is one of the few places that have an environment 
conducive t o  the preservation of this kind of information. 

The engine controls are on the starboard side of the engine, and the engine was 
operated f rom that side. There are two additional pumps on the forward 
engine-room bulkhead that separates the engine spaces f rom the boiler room. 
These pumps are the boiler pumps, one the main and the other the auxiliary. Above 
the starboard pump is a control panel containing valves and gages for boiler feed. 
The remaining valve handles on t h e  7 pipes were painted red. Above .the feed 
pumps and the feed-water control panel is the main steam-gage panel with holes 
to  mount  6 gages. Again, this panel, which is often looked at by the engineers, has 
been decorated wi th  a hand-painted star and was outlined in red. Egress f rom the 
engine room is the same location as the entrance. 

Going out of t h e  engine spaces and proceeding forward brings the boiler room into 
view. The boilers are intact, they did not explode as  the vessel sank. There is no 
breeching present, and the stack, pilot house, texas and cabin decks are missing 
forward of the boiler room. Only a few beams and frames exist above the engine 
room. 
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wasTho ~ t i ~ ~ krcrnovcd by t l i e  I9G5 salvors. .I heir salvagc repor-i 'to t h o  Park 
superin.leridctit gives .the followincj irr forrmtioj i :  

The remairis of -the ship's tunnel, wojghing some seven tons, were 
severed frorn the boi lers wi th a cutt ing torch, anti with ttie assistance 
of the cruiser, drifted over .[tie side. This exposed 'Itre s lee l  room over 
-the crigirie ar id boi lers. 

On the port  s ide directly lorward of .the eiiginc? are thc rr:rnairis of a Ford lVlodcl 1-
truck t h a l  was bciriy Lransyorled as cargo. Th(? vehicle is hai-dlv ret:ocjrriLat)le a f k r  
being stripped by divers. Iri-terrriixecl i n  t h e  wreckage o n  the port side forward of 
the IVlodel T i s  a hardwood rol ler w i l h  a n  i r ~ r iwhee l  artactrcd. IVcarby i s  a leather 
bel-t of the same width as ilrc iron wheel a.ttat:Ired 'to .tho roller^ This wood arid iron 
roller is iderrtical lo the lricliorr drcrrns locared ori IVIONARCH (Fig. 5.32). WieV were 
used to  tiandlc cargo. A rope was passeil arourid [tie slowIv-.i:urriirig tiardwood 

._
drum, a n d  cargo was lowered in lo or raised troll1 ,the hold. I he leather belt  is a 
coriveyor bclt and was undoubtedly used .to drive {he drum, pi-ob;ibIy by arr elct:2ric: 
rnolor. Thc drums were turned hv a shaf t  runrrirrg ,fore-arid-af-t. 

Forward 0.F ttie boiler spaces is -the coal bLiijlter, s-till coriltrjr1irig c o a l .  -l'tio coal 
sct i t t les,  which are rotirid inscrtions into Llw deck, can he seen i r i  -thc diagram o n  
the starboard side. The porl: st:uiLle is hidden under ltre deck wreckage. Nearby is 
a ha'tc:ti cover. This i s  not original, but coristructctl arid l e i l  b y  -the '1965 salvors. 
Across .the deck  i n  the pu r l  wreckage are i h r c e  corrugated pipes, one wi-th ii srriall 
hatch cover sti l l  at tached.  Thcsc were ;tIso part of the '19615 salvage efforts. 

There i s  a 5 fool: by 6 foot 4..incti tiatcti on the ceirlcrlirie -forward of ttre coal 
bunker. This  was a cargo hold. On t t lu lmltoiri of i t i t !  hold is t a r  tha t  has spilled 
out  of bu(:keIs, sorrie ol which are sLill presei i t .  There are also packiny-.box 
rerrrains, t i tr l  r r i o s t  every-thirig else has bow1 rcrnovcd. 

There i s  ariolher sirnilar hatch a t i o u i :  'I2 fee-i- forward of t h e  cargo hold. This was 
t t ie  halct i  ac:c:ess to tlic crews yiiat-ters, and l l i e r e  are stairs leading down. The 
wooden crew's bunks reruiaitl. The s i i i a l l e r  ha.tc h that is  olf-.cen-ter to  .the port a lso 
leads P O  the crew's quarter.s. This hatch, wtiich rrray have been originally a vent or 
durribwailer before the 19.I 1 altoraticins, is il vent arid exit  for t t i e  crew quarters. 

One additional piece of AlVIEI<IE:A wreckage 11iIS recently been loc:aied. In October  
I984, Park Hanger Ken Vrana aritl scaplaric? pilot I om Wurrderlich observed wha-r 
appeared to  be a piece 0. f  a vesvcl 's  pilo-i: liocisc on Ihc  side of Washingtorr Harbor 
opposi te  t h e  hulk  of AIVIEHICA. Closer  ir1spet:lion by  Park s t a l l  indicated what is 
probably the roof of AIVlERICA's pilot I i o u s s  a t  a deplh of 'I5 feet. They report i t  
being I0  )( '12 feet  with a 2..foot square "rriarilrole" or1 'top. 



Fig. 5.46. AMERICA in situ in the North Gap  of W a s h i n g t o n  Harbor, Isle Royale. 
Perspective v iew from starboard stern. It i s  rarely possible to see the whole ship 
f rom t h i s  point. This il[ustration i s  a composite drawing f rom several dives. 
Illustration bv H.Thorn McGrath. 



Fig. 5.47. AMERICA s i te  m a p .  Drawing by Jerry Civingsron. 



Fig. 5.48. NPS SCRU diver Ken Vrana examines t h e  fine-lined bow of AMERICA. 
Photo by Mifch Kezar. 
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-- Fig. 5.50. V i e w  of .Lhe purser's c a b i n  showing f i le boxcs  and s i l t  accurnuIaLioi1 a 
poleiitial diving hazard encour i tered i n  ihe i n t e r i o r  o-I AIVIEHICA. The purser's cabirr 
was d i rect lv  aft of the  suc ia l  ha l l .  NI'S ptiolo by Toni Carrell. 
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GEORGE M. COX: SITE DESCRIPTION AND ANALYSIS 

Site Location 

The wrecks CUMBERLAND, CHISHOLM, and COX are on a shallow reef southwest of 
Rock of Ages lighthouse on the south end of Isle Royale. The vessels are within a 
square, 3,000-feet on a side, wi th its geographic center a t  47°51’28”N and 
89°19’32”W. The center is 3.9 statute miles from the starboard-hand nun buoy a t  
Cumberland Point on a t rue bearing of 275 degrees. It is 336 degrees true from the 
starboard-hand nun buoy southwest of Rock of Ages l ighthouse and 222 degrees 
f rom the lighthouse a distance of 4,000 feet (useful for chart plot). On-site location 
is best using North Rock: the site is 258 degrees true, 2.4 statue miles from the 
rock. The wreck of  the passenger steamer GEORGE M. COX lies less than a mile 
east o f  the CUMBERLAND/CHISHOLM site on a separate ridge of Rock of Ages Reef, 
just south of the southernmost t ip  of Isle Royale, in depths ranging from 15 t o  
approximately 85 feet. 

Site Description 

The wreckage lies in t w o  main fields, wi th the bow half of the ship scattered on a 
flat shoal, and the nearly-intact stern port ion on the side of a gently sloping ridge 
about 150 feet southeast (Fig. 5.51). None of the superstructure remains in the 
shallower water, but  some of the upper deck framing may be seen in the deeper 
water associated with the stern wreckage. 

The bow port ion of the ship has been fragmented by the action of  waves and ice, 
so that i t  now covers a field approximately 350 feet in length, wi th some sections of 
hull another 200 feet away t o  the east. Most of the bow lies in shallow water, 
varying f rom 15 to  little more than 25 feet in depth, although smaller portions have 
been swept f rom the shoal into deeper water surrounding it -- probably the result 
of drifting ice or currents. Relatively strong currents, which swept over the reef in a 
southwest-to-northeast direction, were observed during field work at the site. 

Historical photographs show COX perched on the reef with its bow high in the air 
and its stern underwater (Fig. 4.20, 4.21). Island residents and commercial fishermen 
reported that the ship rested in that position for many days before the strain broke 
the ship’s back, and the hull was broken cleanly in t w o  just forward of the boilers. 
When the delicate equilibrium that held the ship on the rocks was destroyed, the 
stern began a slide backward into deeper water, and the bow settled on the reef to  
begin i ts collapse and disintegration. 

Before the ship broke up, wholesale scavenging was done on board, including the 
removal of bedding, foodstuffs, hardware, and tackle by locat fishermen and others 
(see Chapter 1V). Heavier equipment was removed by commercial salvors. The 
ship’s ten metal lifeboats were among the i tems removed a t  this time. An 
examination of the wreck sire indicates that other more extensive salvage was also 
attempted, although its extent is not  clear f rom either historical documentation or 
ohe rva t i ons  on the site. Heavy cables may be seen, fo r  example, around the ship‘s 
four Scotch boilers, and it appears that  there was some effort Po raise t h e m .  It is 
not  known when this attempt was made, but it could have been in May 1933, when 
the salvage tug  STRAPHBUOY was on site (New York Times May 29, 1933). There is 
also a large wooden t imber associated with heavy cable in The wreckage of The 
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bow, and i t  m a y  b e  i i i fer rod t h a t  [his is a rerririarrt of some cornmercial salvage 
work. T l ie  Lirriber is about 'I6 .fcc.t loriy ; j r r d  6x10 inches in cross sect ior i ,  w i th  iron 
work  a l  or ie  end. 1.t appcars to be a biotim f rorn some sor t  t1.f derrick. Aside Irorri 
those .two elenien'ts, .there i s  l itl lc tarigik)!e ev idence  o.f large--st;ale salvage work on 
the wrw:I<, arrd t t ie or ien lat ion ar id  condi t ior r  uf .[tie wreck may be a l l r ibu ted  eril irely 
to natural causes. The exr:eptitiri i s  t t ie removal  of srnalter ar.i'i'fcicts by sport divers, 
wtiictr has been noticeably thoroLigh. Virtually none o-l' ,the Lliousarids of f i t t ings and 

caiifurnishings a!;sor:iaied wi'th the passenger arid crew ~ l ~ i ~ r i e r s  be fourid on . the 
site. 

The array of wreckage on .[tie ree-l of fers  sorne fascinati trg i r is igh is  irilo I h e  ship's 
struc tura I c haracte r is t  i c s  ar id i r Ito .t 11 e i: i rc11r nsia r i(: es  o I i I s  I oss . Proti ab Iy t h  e f i r st, 
most obvious, and most enduring irnpressiorl of the ship i s  i ts very light 
c o r i  strci i;L io r i .  T t i  e str ii c L ura I c I c 111 c r i  Ls arc iiII Iigt i  ll y bti i 1.i: t.,y (:otri pa r iso r i  w i t h  o I:her 
s t i  ip s o i: t t i  e Is Ie Roya Ie p o  11Ia tic) ri, a I t t i  ou t j  I) (: o wteiti porary  a c(:o II ri2s co ns i d ered  i 1 to 

-~.~~~he heavi ly b i r i l t ,  and one of .the s l ro r rges l  vessels or its c lass afloat (IVlarirre. 

$1 'IYC11:458-.41iO). 11: woirltl he o f  corisiderabie i r i teres l  to corripare COX 
r i  iporary ves se Is no t c o r I  s id cr ed  IIe :I vi Iy - t~ u iI t. 

The - f ra inos of COX are s rna l l  in [:r(jss-.se[:CiC)[iaI t l irr ietision, I l i e  keel i s  bu i l t  up  of 
1igti.t s.tc:el plates, and .the floors arc very narrow.  The shel l  pl;rting i s  
c orres po il Ir i  g Iy t t i  i r i  . Everyrli i t iI-J ii hawt t IIf! h 4.1 I I (:oII s t r t~[; t i on s ug g es  t s  a sma 1 1  c r 
vessel  ,than COX.  Indeed, the sh ip  originallv was srnall[?r. It was bui l t  2 3 3  feet in 
lerig.tti, ant1 la ter  lengthened '10 759 .feel in 1908; i t  was  origi i ial ly -fit-ted w i th  t w o  
decks, arid was txter g iven a third. 

All indicatioi is are Lhai COX was or iy i r ia l ly  hui l l  f o r  spccd. Thc hull 'form was a 
dcep "V" confiycrration wilt1 corisidcrahle deaclrise, much  like i r i  a yacht. I'tie ship 
was clc?;~rly dcsiyrred for spccd and nor for carryirrcj capacily, arid i t  had cinusually 
firlo l i l ies  as a resut l .  lire dcsi rc  fur speed is f u r  l l ie i '  cvidoriccd by the  Cour largc 
hoi lers,  wh ich  were ~ i i ~ i - et l i a t i  a d r > q u a t c  for ii 259-.fool cr;iit, arid uriusually powerful 
for the sl i ip 's origirial 233- foot tlirriensiori. I r i  the firs-l six wecks of opera.lioii, the 

_.
vessel hrokr! (tic record for t h e  ruri bctwcei r  Sr. Joseph, Mictiigarr and Chicago. I t ie 
averagc spcxcl  was 'I9 3/12 m i l e s  per hour, wh ich  gave I t  ;I rariltirrg of ,the one of t t i e  
fastcsl boats 011 t l ic Lakes (lt i id.).-. . .  . 

"I'he sliip's desigri had rro-ttiitig .to do w i t l i  I ts ruiirriny t i p  or1 R o c k  of Ages Reef, but iI: 
ccrcainly corilr ibcrtcd to the ves:;cI's l o s s  i l s  a rcsu l l  of t t l i j t  irrcident. Major por-Lions 
o f  COX'S tiull boLtotn rrray be s c c [ i  or1 tIic rcc:C, arid much of i t  shows c lcar  cvirlcricc 
o-l- contact  wi.l:h thc  rocks. The ba r  keel, which exlcntls Y-iris.  be low the ship's 
bol tom,  i s  rnade t i p  u f  several p la tes r ive led together. .l'hc keel  is folded over  ;it 
right airgles . to  s~tart)oardfor  a distsnc:e or a l  least  50 .l-cci where the ship sl id onto 
the ree l .  The ship's boLtom is dished a n d  ruprured (in the port s ide  wtiere i t  
apparetnlly t-iin over the  rocks. I t  m u s t  liiive caused immcd ia tc  and massive 
floodirirj. One sect ion of t h e  batL-orrr along ttie centerIir!e i s  caved iri rriort! than a 
fool, perhaps lhe poiriP on w l i i c t i  Ltie vessel bal;inced so precariously before i l  brake 
in t i a l i .  IIris sect ion o l  bo t l o tn  appears lo have  ar l I cu la led  will) the section 0.f the  
hull urrdcr thc boi lers, wlhicli is  e i lher  Iragincntcd or rnissirig. 

The f o r e p e i l k  s e c t i o n  of ttre bow, abotrt 2 0  feet in lenrjth, lies near  .the shallowes.t 
part 0.f t t i c  rocl, largely it1tac.t to t h e  col l isioi i  bulkhcad (Fig. 5.5%). The ship 's  
disiinc.i:iveIy oversized hawse eyes are both there, a l l t iougt i  'the starboard one, along 
with .[lie al tachet l  hawse pipe, has heen wrer ichcd away frorn the shetl pla'ting. Uo.Ch 
anchor  chai r is  rurr 'ttirougl) 'the hawse eyes io Ltieir respective anchors, which lie 



close by. It was reported that the original Baldt stockless anchors of COX each 
weighed 2,840 pounds (Marine Engineering 1901:458-460). The anchors are painted 
white, like the rest of COX, but there are also conspicuous Traces of the ship's 
original ernerald-green paint underneath, remnants of the old Graham & Morton 
era. COX's windlass is also lying 12 to  15 feet f rom the section of  forepeak, in 
close association with the chains. 

The forepeak stands about 45 degrees from verticat, and the lower portions of  it are 
buried in gravel and rocks so that none of the forefoot can be seen. There would 
be some value in examining the extreme forward part of the ship's keel TO 
determine exactly where the bow impacted with the shoal when COX grounded. 
From al l  appearances, the first impact occurred just a few feet aft of  the forefoot, 
and the ship seems to have glided swiftly up a gradual slope t o  wedge itself firmly 
on the rocks. It was reported that the ship was doing a t  least 10 miles per hour 
when it hit  the reef (Daily Mining Gazette May 30, 1933). The inertia drove the ship 
well up on the reef. 

An effort was made lo establish the location of the ship's impact, and a shallow 
depression was found in the reef, which was about 30 feet t o  starboard (east) of the 
present day fore-and-aft axis of the stern port ion of the wreck. There is reason to  
believe that the ship slid up into that depression when it ran aground, because the 
water on either side of the depression is too shatlow t o  have admitted the ship 
without a terrible impact. Furthermore, numerous rivets from the ship's hull were 
found wedged in the cracks and crevices in the rocks of the depressed area, while 
none were observed on the rocks on either side. No gouged marks were found in 
the rock, however, which would have further substantiated the impact location. 

The wreckage strewn in the shallow area on the f ta t  of the shoat appears t o  
represen1 the entire forward half of COX, including the forepeak, keel and associated 
deep floors, the bottom, and the sides of the hull. At least t en  discrete pieces of 
wreckage may be attributed to that part of the ship, varying f rom about 10 feet 
square t o  more than 70 feet in length. 

Among the large sections of shell plating and frames is also a field of wreckage and 
debris extending nearly 100 feet in length, which includes steel pipes, columns, 
beams, angle-bars, cables, and nondescript pieces. There are also machinery parts, 
some evidently associated with a large freight elevator known t o  have been installed 
in the ship. Although few of the pieces are joined together, many can be identified 
from COX's original builder's plans. The "midshipsection" of the builder's plans 
illustrates 7-inch diameter pipe hold-stanchions under the main deck, 6-inch 
I-beams supporting transverse deck beams and "Z-bar" frames made up of steel 
angles. Components of each description were observed in the scattered debris on 
the shoal, and it may be assumed that they represent the framing of the whole 
forward half of the ship, which has been slowly and relentlessly disassembled by 
more than 50 years of natural site processes. 

This portion of the bow wreckage is interesting because of the diversity of the 
remains lying there, and because of its easy access; the central concentration of 
remains, dubbed the "junk-yard" by sport divers, lies in about 20 feet o f  water. It 
must have been staggering in i ts profusion, rich wi th the artifacts sifted by gravity 
f rom COX's salons and cabin, before it was picked over by divers and swept of its 
lighter debris by decades of currents, waves and ice floes. 
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Sarne of t t ie debris in the area rriav b e  f rom caryo  carried by the ship, iis it is 
difficu1.L to  aitr ihute sorric 0.l' I l :  to the ship's s.trt.icture. Virtually tiottiirig is known, 
however, about ttie nature arid e x l e r i i  of c:argc, carried by COX oii i l s  l a s t  vuyagc. I t  
i s  krrowri t o  have carr ied large catgoes in i ls  earlier days, a t i d  inasniuch as i't: was 
given a freight elevator duri i ig i t s  '193% recuiistructiori, i l  m a y  b e  assurnetf (hat it 
was irrtentled to  carry heavy f r c i yh l  in i l s  l a s l  tole, too. 

The stern port ion of ,the COX wrcck cotisisls: of a l i t l le more l l iar i  orie.-half or the 
ship's 259Hoo.t leng Lh, ly ing  sr ibstan i ia l ly  intact on a gent ly  sloping bedrock bottom 
(Figs. 5.54, 5.58). Tho ship lies ort it:; pot-t side, with i-l huge mass of rangled 
structural debris alorigsidc on  t he  port side 2 n d  -forward of ilie hull. The wreckage 
scat ter  includes machinery, structural eleIncnOs from t h e  hull, and pori ioi is of 
superstr irclure arid rigging. '['he dorriinaiit .teaLure a t  the si ie is ,the ship's hiill, which 
is impressive in i t s  dirncnsioir, huI: s.till bci-t-ays a ccrlai i i  fragile quality b~ t l i e  extctri 
o f  i ts distort ion arid .the na.tiira of. its darnage. 'Hiere is a lso a distiricl grace about 
ttie 'form ar id proporl ior i  al  the slern, wher'c there is enough i r i tcgr i lv  o l  lho ship l e f l  
to  preserve sorile of i t s  original beauty. 

The s.terri rrieasurcs 140 'feei in leriyiti, a r i d  l t i a r e  are other sections alongside a n d  
uridernea-l.Ii it wli icl i  are 30 or 40 leoi lo i iy .  .The keel i s  preserved uribrokerr, but the 
hull arouiid i l  is twisted aIrnos.1 riirie.ty degrees, so thae 11 i s  a l m o s t  inverted at thc 
fa r i la i l  arid r iearlv a t  r igh l  a r i y l t i s  Lo [tie boltorn a l  i ts  -forward exlrerrritv; specifically, 
the angles roiaLe froiri '195 degrees a [  LIE far i ta i l  .to 290 degrees a t  the Iurwart l  
end. T h c r e ~ a r chuge 'tears in [lie hull as  a resti lt o?:-[tie exaggerated torsion (Fig. 
5.53). The .tears correspoiid (0  slruclural ieali.ires wittiin the hull. Orie rear extends 
lorigi~I:udirraIIV .for 7 0  feet, jusi: to t h e  starboard side ul the keel, and anoltisr runs 
transversely about 20 feet Crotri (t ic rail to  .tlie keel, along t h o  line ol .the af terpeak 
bulkhead. The longitudinal tear exposcs the eriLire lerrg-th of t h e  propeller s t la i t ,  arid 
the propeller i tse l f  has bee i i  wre l rchad fi-otn ,the stern-bearing. The propeller i s  
d isp laced in ii forward directiori a b o u t  20 fee [  from its proper location, a n d  although 
this was riot conlirrlied by  i ie ld  observalion, it leads to the conclusion that the 
engine has beer1 torn from i t s  foLiridaliori in the hull, a n d  a lso lies soirie 20 fee l  
forward ol' where i l  sliould be. Sor.ric disp1acerneii.L ol t h e  erigilie was observed by 
the cominercial salvors who visi icd thc wreck in '1933: "the botturn of t h e  s.teamer 
was forir oii't, Lke engines jolted f rom tticii- rnuoritiys a n d  .the vessel is l ist ing toward 
deep water ...." (New York T imes lVlaV 29, '1!333).-~~ ~~~~~~~~ 

S il'e Forrnalio r i  ProcessI!s 

When the condit ion arid orieritaliotl o l  .tile t i t i l l  are cornpared with physical aspcc ls  
of the Lake bol lom in the viciriity o i  ltic wreck, they suggest  a sequerice of everlts 
t h a t  would explain m a n y  0.f [he socInitlglv urrcoiiriccted dotails. A process caii  be 
identified tha t  leads from ltie t i is iorical phc-Itorjraptis of the wreck evenl t o  Lire 
conditions observed during .[lie reco t i t  -field work. 

Photographs a n d  his.torical research show t h a t  GEORGE IVI. COX rested ori -the r e d  
approximately amidships .followirig i ls  straiidiiig, wi th i t s  s ler r i  under water a r i d  a list 
of ab0U.l- 10 dcgrees io porl. A search ol t h e  ree-l: led to  a 'III-.loot deep spol. i r i  the 
middle of a 6-foo-t shoal, and there i s  sonit: possibilitv . that  COX struck .the sloping 
side of this ridge, to he .futirrclctl irito tile IO-loot groove or depression by its 
momenturn. Wirh i t s  bot-torn badly .tom, i-t filler1 qLiickly, arid bccausc i,r rested jus'l 
forward of amidships, l l i e  s t e r n  setllcd, Ii,ftirig -the tmw high okit of the wa-ter. The 
unsupported weight of the bow caused 'the t i t i l l  t o  fa i l  at .the poir i l  where it rested 
on the reef; Phe immense tension (in i t s  structure would have ~Cocuscda t  the slicer 



strakes, the bands of  steel shell plate running along the ship’s side just under the 
deck line. A historical photograph shows the hull failure t o  have been just forward 
of the boilers or  almost precisely amidships. The bow settled on its port side in the 
shallow trough farmed by the upper surface of the reef, and it went to  pieces there, 
probably no t  long after the hull broke. The s a m e  photograph showing the ship 
broken in half does not show any sign of the bow portion in the shallow water 
nearby. 

The stern half of the ship stood briefly on the slope of the reef, wi th  its forward end 
resting in just a few feet of water and the aftermost port ion jammed into the 
bottom supporting the whole weight: of the wreck. Storm action caused the wreck 
to begin shifting, and it soon began to  descend the slope astern of it. With the 
weight of the whole wreck borne by the projecting shapes a t  the stern, the 
propeller, rudder shoe and stern frame were all torn away as the ship moved 
backward down the rocky surface and turned slowly onto i ts port side, in the 
direction it was originally forced by the wreck event. Several parts torn loose in the 
descent indicate the wreck moved more than 100 f e e t  astern in the process, and 
about 30 feet t o  port as i t  rotated onto its side. The rudder shoe, for example, lies 
almost exactly 120 feet forward of its proper hull location, and under the starboard 
side of the wreck; the railings f rom the upper deck at the stern lie in the same area, 
and fully 150 feet forward of their original location on the stern of the ship (Fig. 
5.57). Both seem t o  have been torn off while the wreck lay some 120 feet forward 
of i ts present position and sljghtly t o  starboard. It was also during the backward 
slide that the propeller and shaft were forced through the bottom of the hull, 
leaving the terrible rent that is so dominant a feature of the ship’s bottom today, 
and undoubtedly wrenching the engine from its mounts. Some historical accounts 
assert that the ship’s engines were torn loose by the impact of striking the reef, but 
this seems unlikely, and certainly the long tear in the bot tom plates did not occur at 
that time. 

The ship’s four Scotch boilers (Figs. 5.55, 5.57) lie just forward of the after section 
of the hull, and their support cradles or ”saddles” lie still further up the slope, some 
as much as 30 feet away. Curiously, a l l  four of  the boilers are upright, in spite of 
the fact  that the stern port ion of the wreck lies o n  its side. It appears that the 
section of ship‘s bottom, which supported the boilers, i s  completely broken up. The 
bottom of the hul l  may have been broken during the wreck event, and later by the 
weight of the boilers bearing down on the hult as the stern section moved down 
stope. 

Evidently, there was an effort t o  salvage the boilers, which would explain t h e  steel 
cable around the boiters at  the site, as well  as why the boilers are upright and the 
hull that contained them is  on the port side. A section of bottom, wi th centerline 
keelson structure intact, was found lying a considerable distance f rom the boilers on 
the opposite (or east) side of the reef, in about 70 feet of  water; inasmuch as  it 
contained through-hull f i t t ings that appear t o  have been associated with the boilers, 
it seems likely that i t  was the section of the bottom between the bow and the stern 
that supported the boilers. It is no t  known how this section of bot tom became so 
far removed f rom the remainder of the wreckage, but the possibility cannot be 
discounted that the wreck was blown up by cornmercial salvagers to  free up the 
boilers for  salvage, although such an attempt was clearly unsuccessful. There was 
no oxher indications of explosion observed. 

COX‘S superstructure was apparently relatively intact until the wreck came t o  rest in 
its present position, because the remains of the deck structures lie around the stern 
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wreckage, very near . their  appropria-te loca.tions. Even tho remains o f  the 
srriokesbclc can  be seen j u s t  co t he  port  side of  the wreck, ly ing f laUened or1 t h e  
bottorui arrritl the s h i ~ i n b l e st h a t  were t h e  cabins. Boat davi-ts arid other  por t ions af 
t h e  suuperstruciure are easily t l istit iguistred i r i  the sarne large I ie ld  of wreckage. This 
appears 'to be The only Is le  Royale wrcr:k site wi-th such extensive remains of 
wood e I i s uper s I:r u cZ 1.1 re, a 1.1t i  [I 11y t i  CUMt3 ci I<LAND, WI 0I\AH C ti, ALG0IVIA, HEI\]RY 
CtlISt~IEILIV1a r i d  AIVIEHICA a l l  h a d  sitriilar woodetr cabins. 

On L-hc apposi.te side of -the reel', a t  tlrc foot of arr abrupt drop of f  and in a long 
gully n e a r b y ,  are ollrer por i io t is  ol COX wreckage, including several steel tanks, a 
gangw;iy door, scciions o l  [ t ie  strip's sidc, and t h e  Orre shot? section of bo l lom 
possibly associa-Led wi-lt i  -the hoiler s p a c e s ,  wh ich  rrray h a v e  come Crorrr the missing 
set:iiori of trul l  amidships. A ~ ~ i ~ r io.l ihe bulwark -from the  forecasile also l ies there. 
Ice irrovcincti l: i s  Lhc l ikc ly  mcchaii isrrr of movement f o r  the structural elerricnls 
located in chis gu l ly .  Wooden I'rarning members were observed that d id  not belong 
.to COX al: a l l ,  b u i  had Lhe c;Ii;-itiir:i:c:risiics of HENRY C l i lS l iO l~~V l ' shull coristruc.tion. 
The disLiriciivc? strapcs 01' the frarncs disLirrgcrished them as having come -from a 
sh ip 's  bow (i-icg. 5.5'3). Ttie attr ibutes of i l ie .frarrres closely ma-tch those 0.f 
C t  l lS l  IC)I.IVI a r i d  i r id iwLc t h e  how ruiay have ticen corripterely disart iculated. Oi l ier  
wrec:k;ige i s  suspet:lcxl to lie t ietween [tie two siLes, per l iaps i i ic luditrt j  por l ior is  of 
CUIMt3EtIl ANLI's mi 
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Fig. 5.52. Forepeak and chain locker of bow of GEORGE M. COX. NPS photo by Toni 
Carrell. 

Fig. 5.53. 
crack in the hull. NPS photo  by Toni Carrell. 

Larry Murphy examines the  main shaft of COX through the  longitudinal 
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Fig. 5.54. Larry Murphy d r o p s  through starboard stern gangway to  examine interior 
of COX. NPS photo by Toni Carrell. 

Fig. 5.55. Steam d r u m s  atop S c o t c h  boi lers of COX. SCearrl d r u m s  '+]ere not 
c o m m o n  features on Lakes craft .  NPS photo by Larry M u r f i l i ' q .  
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Fig. 5.56. lrircrior of COX aft of er ig ine spaces.  NPS photo bv Ton i  Carrell. 

I
I 


Fig. 5.57. COX boilers wi th n v l o n  base l ine used  f o r  s i te  rnapping operat ions i r i  
place. IVPS photo b y  Larry Mltiry~hy. 
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Fig. 5.58. Field drawing, artist’s perspective of stern of GEORGE M. COX. Drawing
by H. Thorn McGrath. 

Fig. 5.59. Ship knee located in a d e e p  water ravine near the bow of COX. This 
element is  evidently from CHISHOLM. NPS pho to  by Larry Murphy. 
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S ite I . o u tio r i  

C H E S I E t I  A. CONGU(1N is  o n  a shal low reef, krrowri as Conydorr Shoal, south of 
Canoe Rocks ai t h e  norlheasl- e i i d  of Isle Royalo. The cl iartcd pos i t ion  of 'the vessel 
is  2.0 slatiile m i l e s  from Hill Point o n  a .true bearing of I4  degrees. It i s  279 
degrees true froin t h e  s la rboard~~~har idnciti buoy a t  L o c k  Point arid 271 degrees l rue  
f r o m  Blake Po in t  Light. lHi(: s i te  c a n  h e  l o c a t e d  i t r  water b~ rounding Blake Point 
and selZirig a course of 27'1 degrees t rue ant1 travelirig a distance 0-I 4.3 statute 
mi jcs .  COIUGl.IOI\ i s  IoCiIted a t  413'l 1 '3G"N.  tlUo311'5%"W. 

S ile Dc s c rir-1I'io r i 

The siLe of CIHESI'ER A. COI\IC;L)ON offers riur>ierous excep-tional exploratory dives t o  
visitors ;itid siiideri.ls or talcas V C S S ~ ~tcclirrology alike. An in terest ing swim can b e  
m a d e  .Irorn t h e  bow (Fig. 5.60), over  ' t i e  w r e ~ k i ~ g efield to thc top of Congdon Shoal, 
and Chen to t h e  sierri (Fiy.  5.6'1). tlerneriis .Erorui t h e  hull a r i d  deck tha t  contained 
.the f i rs t  9 haLr:hes lead up I ro i r i  t h e  bow arid across the l o p  of t h e  ree l .  Many of 
the shal lower  Iragrmienls s h o w  cv idence of ice and wave impact in addi-l-iori t o  t h e  

_ -torn p l x ~ e s  horn (he wreck event. I tiitre arc bot'iom scutioris tha t  show t he  
scalloperl shell p lates,  which appear as if they w e r e  draped uwer the f rarnes,  t yp i ca l  
of grouriding darnage ar id  Irr:avy ice i rnpct .  

The a f l  soct ion Ci i t i  tie fo l l~ iwc t ltlowrr 10 ijie erigine r o o m  and stern cabins. The 
stcrr i  is laying a t  a very S~E!IE?[)  ariglc arid d rops  quickly t o  'I80 feet  of depth. I l l e r e  
was n o  cori t t?rnpori ir~salvage 011 the sI'crn. The o n l ~retrieval of  mater ia l  tias beeri 
done .lhrotryti l h e  at:.l'iotis of sporL divers. 

The bow cart he pene-l-rated -through a nurnber of eri l rances. The p i l o l  house a n d  
forocast lc  deck cabins can be entered through the doors a long  both sides. The 
roorn bc low a n d  fo rward  of tlic! pi lo^ house is itie s i t t i ng  room, with t h e  captain's 
quar-I:ers aft. The capta in 's  of-fico arid l iv ing quarters cari be e n t e r e d  ori t h e  
forecastle deck. Nlcicli o f  ~Aie paiicll ir lg i s  iiitai;t. The pilot house has riarrow oak 
str ips on klre walls a i i d  a wt-ii.te--l.)ainlud ceil ing. 'The caplain's quarters and -the 
priva-tu quar te rs  on the spa r  deck  were  walled with quartered oak. 

I-tie wit i t l lass rooin C a r l  be entered easily th rough 'ihe salvage hole  i r i  -the deck. The 
tiole, i i l l hough i't looks mucti l ike a hatch,  i s  t h e  t-esLtIt of salvage o(xral'ions to 
remove the wincl iass.  On t h e  port side of tho bow deck, 'the frame ,for the stairs 
leading irrlo .the windlass rootn:; cari be seen. In t h c  windlass roorn, the forward 
rnourils f o r  t h e  witidlass i.ire in  place. The chocks and bitts are also present. 

IVIovirrg al l ,  the owrier's staler oorns a n d  prtvi i te cluarlers c a n  be seen. This area, likc 
I hc  res l  o i  Iht? bow, was completely salvag13d, hu t  the bulkticads and some f i tL i tqs 
are l o l l  l t i l rnct l iately below on tho lowor dt!ck, a re  the chain locker  forwdrd, Ihe  
d u n n a g e  and  larrip rooin or1 ihc siaihonrcl, I ~ Uha l l  ant1 lotward crow quar lers on tht! 
por i  

C0IUCi)ON is an important arid i r r ipressivc site. It offers a relat ively safe dive or1 the 
bow, where -thct-e itre .few porLahIe artifacts. Divers  wishjrig to penetrate .the wreck 
ca i i  do s o  in the pi lo t  hoirse a n d  foreCas[ le  cabin. Deeper penetrat ions are inore 
S B I I u U S .  I ' ho  bow sect ion can wi thstand heavy diver visitaliorr wiih l i t t le  addit ional 
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impact. The mooring buoy should allow this to  be done with a relatively high 
degree of safety. 

The stern section, however, should be treated somewhat: differently. The stern is a 
serious dive by any standards, and heavy diving may increase the attrition of 
portable artifacts that remain in the undisturbed engine and cabin areas. The 
CONGDON stern, along wi th  KAMLOOPS, are the least dived sites in Isle Royale and, 
consequently, t he  best preserved a result of their inaccessibility due to  depth. 
Neither of these sites should be buoyed, and diving on them should not be 
encouraged. 

Si te Analysis and Formation Processes 

CONGDON, lost in November 1918, is the largest sunken vessel known in the waters 
of Isle Royale. The 532-foot vessel was lost In dense fog while making a timed run 
from Thunder Cape t o  Passage Island. Historic accounts indicate the ship hit  the 
southern reef of Canoe Rocks at a speed of 9 knots (see Chapter IV). 

The shoal that is now the resting place for the bulk freighter rises from 180 feet 
deep on the seaward side t o  a narrow point of solid rock, which is just under the 
surface. The reef drops quickly on the shoreward side t o  710 feet deep. The ship 
apparently hit  the southern edge of the shoat in 'I8 t o  20 feet of water near the 
bow, with the stern over the deep water on the seaward side. 

The first reports of damage staled that the forepeak, number 1 and 2 starboard 
tanks and number 1 port rank were fu l l  of water (Cleveland Plain Dealer, Nov. 8, 
1918). The initial assessment was that the vessel could be freed, if the cargo was 
removed. These reports indicate that the original hull damage was not severe, 
probably only shearing of rivets and opening of seams in the bottom of the hull. 
Had there been significant distortion of the hull, more involved salvage operations 
than lighterage would have been initiatly discussed. Only lightering tugs and barges 
were involved in the first salvage attempt. 

Unfortunately, a southeast gale interrupted the tightering operations. After a day of 
55 miles per hour winds, the stern section broke and sank in deep water. After 
sinking, the stern was still attached to  the bow section along the hull on the 
s t a r b o a r d  side and deck plate, although the port side had been fractured. The stern 
hull section listed to  starboard as it sank (Fig. 4.24)). The tearing of the hull was 
undoubtedly the result of the working of the still-bouyant stern section (some 400 
feel  o f  the hull) as it was buffeted by the waves created by the gale.  The bow 
section was solidly aground, with the increased deadweight: of the water in i ts 
flooded forward tanks. The first t w o  tanks extended below the number 1 hatch (to 
frame 29). During the storm, the stern section acted much like a lever moved by 
the waves, which tore the port shell plates aft of the number-six hatch. 

Historical accounts indicate the bow remained above the water for  only a short 
period (Figs. 4.23, 4.24, 4.25). By the end of November, the bow was reported t o  be 
in 50 feet: of water, but salvage of forward-end machinery had already been made 
(Fort Wiltiam Daily Times Journal Nov. 29, 1918; Lake Carriers Association 
1918:142-743). Examination of the  bow section shows a virtually complete salvage 
operation, one t h a t  undoubtedly w a s  conducted before t h e  bow submerged .  All 
machinery, steering a n d  navigation gear, windlass, chains and anchors even the 
sinks, tubs and toitets were removed. A large, rectangular hole was cut in the 
forward deck t o  remove the capstan and lift out the windlass. Considering that only 
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gas cut t i r ig- lechnology available a t  t h e  time, there can be l i t t le  doubl  i l lat  Ihts  t lole 
in tho forward deck-plale was c u l  belore [ t ie deck was sutirncrged 

The bow section of CONGUON sank upr igh l  a t  I h e  base of a steep clifl ' with ilre 
sternpost fac ing upslope, 't i l ted up a t  an angle of 59 di3grecs and abou l  35 degrees 
to  starboard, in 60 .feet of water (Fig. 5.60). The aft por t ion  is '110 fee t  deep. The 
b o w  gives tho appearance of having beeti cle;ived Irorrr the rest of the vessel and is 
a sirigularly spec-tacular sight ,for divers. 

Evidence o-f the sequence 0.f everits that led t o  .the deposition o-l' CONGUOlV's bow in  
such a n  unlikely posit ior i  i s  'to be  found irr the general area, a n d  or1 the  b o w  itself. 
Steel hull r;oristrur:tion techniques also oowtributed to  the forrn;)tiori of . this si te. 

The b o w  section is comprised or ( l ie  .TirsL 24 f rames crf the sh ip .  At Irarne 24, tlre 
b l u e p r i n k  show a reinforced, water- t ight  bulkhead frorn the keel to the forecastle 
d e c k  a.t .tlie aft end of the forward cabins. This .tended to fo rm , t i e  forward sec-tion 
of the vessel into a strong, integral u n i t  

ACtcr .tho s tc rn  sank in  the ga le  two days after L-he wreck, the how set:-tiori was  
atiached to t t ie stern prjrriarily along the b o t t o m  and lower side on -the s ta rboard  
side. The cor i te" r - ip( i rar~ptioCograpfis show 1ha.l: both the  p o r l  arid starboard hul l  
sides were severed, .the por l  side a t  hatch 6, and the starbo;rrd, a f t  of halch 9. The 
pot? side o f  t t ie  hiill is i-aised in the  air  ir idicatirig t h a t  the rupture is cornplele 0 1 )  
that side a t i d  t h a t  the separi l t ion extends to, and probably lhrocrgii the hull bottom 
on  l h a l  side. The priricif;al at tachmet- i t  appears to be along tho lower starboard 
side. 7'hcrc were probably stress cracks alorig the bolturr i  arid sides of .tho forward 
part as  a resu l t  of the levering of .tlie stern sect ion pr ior  to i t s  sirikirig. 

In ihe ;ibseerrce of historical docuir lentat ion on the  activi t ies o f  .the salvtirs, l t i e  
separation of the bow port ior) must  be considered as ,the result of natural f o rces .  
A l though -the bow was accessitl le and c:ci.tting torches were  used to  salvage t t ie  
windlass, -there is n o  indication Thai  ' the salvors atternpled .to recover  t h e  b o w  
port ior i  in tact .  

A possible seq i i en tx  0.f deposit ior ial eve l i ts  can be construc.tetl based on ttre 
rnalerial retn;rins. T h e  port side separa ted  l i rst,  w i th  t h e  bottom buckl ing arid 
separating as the  heavy bow por t ion  began to sink. As lhe bow uni t .  sank and 
began to slide d o w n  the s- tccp tinderwater cli4f, the port shel l  p la tes forward of the  
numbei- G hatch (around -frame 48) were to rn  loose frorrr t h e  port bow, both along 
the  side of .the hull arid the  bott'orui. Caristructiori .elerncrrTs t h a t  can bc ar-tributed to 
this secl ion of the ship cat) be seen on the top of .the reef a n d  along [tie slope 
abovc the  bow to the nor th  ol: rhe s.tcm. As the  b o w  gathered nwrneriturri, the 
s larboard side remained altact icd .to .[Ire stern long enough to turn the bow to ttre 
starboard as it nioved downslope. 'I l ia b o w  separated frorri the  restraini i ig 
starboal-d hull rernnanls  atilf slid stern f i r s l  d o w n  .the c l i f f .  Het:ause of the l a s t  
a l t a c h r n e n l  of tho hull beiri!j alorig the starboard side, a r id  ,the (:onfiguration or t he  
rock fact?, the b o w  port ior i  shif ted to  l he  south a s  it descended.  

Exarriiriation o-f the all: por l io t i  of t h e  bow sec-tion re f l ec ts  the events as dest:ribetl. 
Along Llrt? par t  side (Fig. 5.66), the hull plates are sharply ben-l: - toward s tar iward.  On 
I h e  s.larboard side, the tori i plates are h i i t  tioth starboat-d arid .forward. There is  a 
r~ur tc lu reon he starhoard side of the bow t h a t  evidently is ihe result of r le lached 
hull eterricrils sl iding d a w n  t t ie s lope soirrc3.timc after the b o w  had rear;fiecl t t ie  



bot tom of the incline. Later, the starboard deck stringer plate and shell plates, 
including sections of the bottom, moved down The hill t o  their  present location. 

There is impact damage on the stempost of CONGDON. The depression is 6 feet 
long, deep enough to  displace the first t w o  frames and crumple the shell plates. 
The stem is folded over to  starboard. The a r e a  begins betow the water l ine a t  t h e  
level of the lower hold-stringer. Although the damage is severe, it does not appear 
to  have ruptured the p la te seams. It seems unlikely that t h i s  damage w a s  caused 
during the initial impact wi th the reef. If it had been, i t  would be expected that 
there would be further damage to the bow as the inertia of the s h i p  forced the bow 
up and over the obstruction responsible for the stem damage. The forefoot of the 
bow is undamaged, indicating it did not come in contact with the reef. 

There are a t  l eas t  two possible explanations for the damage to  the stem. It may 
have occurred earlier in the operating season, a result of a slow-moving contact 
wi th an obstruction. The damage was not severe enough to require immediate 
repair, but  probably would have been repaired during the winter layover. 

The second possibility is that the stem damage was done as the bow section 
moved down the steep slope during its sinking. If this is the case, the impact may 
have contributed to the turning of the bow and tearing of  stiff-attached shell plates 
as the bow slid along the submerged cliff face. It is possible that further 
examination, mapping and identification of the hull fragments between the bow and 
stern section will lead to  a more complete understanding of t h e  wreck event and 
depositional sequence for this site. 
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Fig. 5.tiO. COIVGC)C)I\I haw, ar l i s t ' s  perspect ive.  Drawing by .Jerry L iv ingston.  



Fig. 5.61. Drawing depicting the relationship of bow and stern of CHESTER A. 
CONGDON on Congdon Shoal. Drawing by Jer ry  Livingston. 
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EMIJEKOH ar id DUNELIVI, beciiuse o i  their proxirnily, will be t r ea ted  togelher a s  I w u  
components o l  a single s i le  

The site lies to the r io r lheas l  or CONGDON or1 Carioc Rocks EWIPEROI~ I &  ihe 
second largest and m a s [  recenl ot the I0  rriajor shipwrecks or Isle I3oyale DUIUL 1 M  
was a slrandirig, ar id l i t t le  ren>air \s L O  rrrarlc ttic si te.  

ElVlPEROR is resl ir ig ori the nor lheast  e n d  of Canoe Ro(:ks located a i  ,[fie r iorL'heast 
end of Isle Royale. The charLcd positiorl of tho vessel  is 1.9 statcite rniles fraiui .tilt? 

..
s ta rboard -hand  nun buoy a t  Locke P0in.t on a t rue bcurii-icj of 298 degrees. I he s i l e  
is  33 degrees t rue frorn Hil l Point arid 2.8'1 degrees t rue  f r o i n  Blake Poir1.t Light. The 
site cari be located h y  rouirditicj Blake  Point ar id set t i j ig  a coiirse of 28'1 degrees 
t rue  and rravolirig a d i s tance  o.f 3.5 stalu'te rn i l es~  The vessc l  locat ion is 48"1%'02"N 
a ri d 88" 2O'XI "w. ~i stor i (;a I coo rd i ria tes we r e  I e 1 cg riipt i  cd L o 1:tic o t t a \rva Do pa  r1:rn c r i1 
of Transport on Jurie 4, 1947. These wcrc g iven as: 48*.lrl'OG"N ar id 88"28'%4"W. 
Alrotrl '100 \lards east o f  I.he Lf1VlI-'EROR bow are remair is t i iat  a r e  ascribed l o  llle 
DU1V Et WI s.1rar idi rig in L'itl c? r i t  . 

The slrarrdirig ol DUlUELIVl was h e  earliest ui' I h e  knowri disaslers ('IY'10) tlial have 
left a maierial r e c o r d  on Canoe Hock:;. The s tee l  packagc freiyli- ler, likc .the olher 
vessels of Carioe Hocks and vicinity, was dowi ibo~int l  frorn Por i  Arthur. The 
fraighler, carrying a cargo 0.f wheat  arid flour, r an  a g r o u n d  on .tlic rocks dirring a 
Oecerriber snowstorm. Salvors were suinrnoncd after thc owners gave the ship up 
as last. The Canadiari Towirig arid Wrcckirig Corrrlrariy secured a "no (:ure--no pi.Iy" 
coritract .frorrr t t ie  underwli tcrs a i i d  eventually managed to rree -the vessel, despile 
heavy seas arid severe coltl. 

W h l  i s  p r o b a b l ~the si-L'e of  DUNtLlVl's :;trtii\clir>g w a s  located i t i  '1082 by members  
of the Submerged  Cultural Resources U n i t  nor theast  o f  Lhs bow O F  EMPITROH or1 
Carme Hocks. The t w o  anchors, chain cable arid lifeboat f rame (Fig. 5.73) a re  al l  that 
mark the site. 

It i s  nol clear why .the arictrovs and cable rerriairr or) t h e  si te.  A pruderit cap-tair i  
would surely have dropped anc:tiors a-Tter g found ing  t o  erisure ttie distressed vessel 
did riot siiik a n d  slide o f f  into deeper water. The conrerriporary newspaper accounts 
stato that  there was concern tha t  t h e  waves would p u s h  [ l i e  stranded vessel, will) 
14 feet 0.f water i r i  the ertgirie roorn, 0-fC t h e  reef into deep water  (Detroit  Free Press. 

Dcc. 2.1, 'l9'111). The anchors  and chaii i  cable  a p / ~ t l i ~ rto have been dumped, rather 
than  set. Anchors and cable are usually i tems -[tiat are salvaged because of the  
high resale value. There is  no indication in Lhe his.rorical record located of 'the 
reason for the salvors leaving 'the anctrors on si.te, An cxplana-tion rriay be  that the 
arrcliors arid cables werc tlruppcd to l ighteri  Lhe ship. Follow i ~ pdocrrienlaiiun dives 
w e r e  conducted by volunteer Scott IVlcWilliarn and Park Hanger Ken Vrana in '1984. 
Following i s  an excerpt frt irrr  their dive reco rds .  

The arrchcir stocks are  six inches wide arid tapered, be ing 'I% irtcttc!s 
deep a t  -the base arid 8 inches deep a't the top. A large pile of ctiairt 
ties around the anchors arid .the payed--ou.t chain runs approxirnatcly 
3 0  degrees from the anchors. 



The only other material remains in association with the anchors is the frame of 
what is most probably a lifeboat. The origin of the lifeboat remains Is unknown. It 
is unlikely the frame is f rom EMPEROR. Historical documentation indicaxes there 
were t w o  wooden lifeboats carried on EMPEROR, one port and one starboard on the 
stern boat deck. Two life boats associated with EMPEROR were reported found in 
Todd Harbor soon after the wreck (Toronto Evening Telegram June 26, 1947). One 
of  these boats is reportedly sunk in Pickett Bay and the other southwest of the NPS 
campground. Again, McWilliam’s description f rom the 1984 dive: 

The writer measured the lifeboat f rom stem to stern and found it t o  
be 22 feet 6 inches in length. A second piece of lifeboat was 
measured a t  the gunwale and found t o  be 14 feet 70 inches in length 
and the attached port ion of hull 3 feet 2 inches at the widest point 
f rom the gunwale towards the keel. Flakes of white paint could still, 
upon close examination, be found. 

The argument could be made that the anchors and lifeboat remains are not f rom 
DUNELM a t  all, but  related to  some other unrecorded wreck event. Although that i s  
certainly possible, the fact that historical photographs of DUNELM aground and 
being towed (Figs. 4.29, 4.30), show the lifeboats and anchors missing adds strong 
support for them being related to  that ship. This hypothesis is further strengthened 
by the fact that all anchors and lifeboats associated with the nearby EMPEROR are 
accounted for. 

EMPEROR is one of the most dived sires of Isle Royale. Stinson (1980:15) rates the 
site as  the third most visited shipwreck in the Park, however recent review by Vrana 
(Chapter Vlt) of Park diving-visitor registrations for  the years 1980-85 indicate 
EMPEROR is the second most dived site behind AMERICA. The continued popularity 
of this site can b e  attributed to  the visual impact of this imposing site. The stern 
remains are nearly intact, while the bow has been subjected t o  serious ice impact, 
but is still quite recognizable. 

The vessel is in  t w o  major sections (Fig. 5.62). The bow i s  in shallow water ranging 
from 30 to  80 feet. The intact stern section starts in about 80 feet and goes  t o  a 
depth of 150 feet at the propeller. The hull broke just forward of amidships. There 
are 17 of the original 30 hatches intact between the stern cabins and the hull 
break. 

The stem and small port ion of the bow is raised upward at  a steep angle fol lowing 
the shallowing rock cliff face. Some of the wreckage appears t o  have been pushed 
beneath other elements, somewhat in an accordion fashion, afthough probably the 
result of collapsing, rather than occurring during the wreck event, according t o  
historical accounts. The spar deck and forecastle deck are missing. Along with the 
deck structure, all traces of cabins, furnishings, head fixtures and artifacts are gone. 
This is a remarkable amount of  material t o  have been removed f rom the site, 
whether from natural or cultural agents. There is also no evidence of the captain’s 
cabin, furnishings, pilot house or  rigging t o  be found among the bow remains. The 
unaccounted for material includes a t  least 8 sinks, 3 tubs and 3 toi lets (as indicated 
in the btueprints). 

The appearance of the bow section today is the result of the wreck event and 
natural processes. The structure is f la t tened and broken. Hulls  sides are lying wi th 
hatch coamings on top of the ore. Undoubtedly ice has had the most  impact to  the 
remains. Nearly 4 decades of  shelving pack ice riding over the rocks and shallow 
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portions of the reef are considc!rud .to be rho ageril responsible for  the structural 
breakage present. 

T h e  windlass arid chain locker are presei i l  iii the  bow wreckage (Fig. 5.64). The 
windlass was mounted on .tlie main dock, beiiaa-5h the forward crew's quarters. The 
starboard anchor is stilt shipped, although i t  has slipped out of the pocket. The port 
anchor looks i IS  i f  .the wiridlass d i s s n y a g ~ d  and the anchor fell to  the bottom. 
Neither anchor was intentiorrally dropped during the wreck event, according 'to 
hist orica I a c (:ourI 1:s. 0rigin a I spe ci Ci c a t  io 11s c a 1I e d for two 7000~~~pour i  d a iic hors atid 
180 fa-thorns of 2 1/4-irrt:h (diameter) cliairi cable^ PresurnaMV, Ihe original airchors 
arid cablc are tho ories or1 site. Additionally -the vesscl carried B 28UO-pourid kedge 
ailchor, which has not been locared. 

There are 'two tank-like structures rnuunled inside below decks on t h e  hull .thai may 
be  seen. Their function is unlcriown. In ihe vicinity there arc 5 a n d  6-inch diarnerer 
air-supply pipes and 2-inch pipes for forward water service. 

The deck winches are still rriouri.ted o i l  the twisted, nearly verlical  deck These 
stearn opc'r-;itctl deck winches were usecl 21:; rrioorirrg winchcs arid also to  open arid 
close .the telescoping hatch covers. Near t t i e  pur l  bit.ts, there i s  a square deck 
tialch that allowed access lo  ,the r i u r n b e r  'I tarik. 

There are 5 fairlv i n t a c t  t lxtctics aft of the bow structure (Fig. 5.6%). The holds still 
corrlajn .the reddish Steep hock IVliiie ore (FIg. 5.63). The hull sides h a v e  collapsed 
and the port side is twisted. tiollev chocks aird bi.l'ts are located on the spar deck 
level. V i e  roller chocks were rnouiiLcd on t h e  outside edge of the deck and t h e  
b i t ts  wcre CVCII wi l t)  and just .forward o f  t h e  adgas ol;the forward hatch. 

Wiltiin the port  hull side wires c a n  be seen runrririg lonyituclinally wi-thin .the 
liyhtctiirrg holes of .the frames. These wires conriec.ted ttie mate's artd engineer's 
'telegraphs forward in t h e  pilot house with those in the criyinc spaces. The whistle 
wires were also withi i i  this wire bundle. 

The partially inlacl storri is a11 urr-forget-tablediving experience. As one dcst:cnds the  
buoy linc, which i s  ijttactied to :I pad eye riear ' the  Forward erlgc of .the stern cabiri 
roof, ltre ship's iorrri makerializcs a r i d  t h e  vonLilators come into v iew. The larger 
pair forward veri l  t h e  boiler room, t h e  mcditirn sized cines open into thc! erigirie area 
and tho sirrailor ven ts  g o  10 t t ie  gallev and crew areas. There is a srnall dock 
struciurc also or1 the roof, Aft, -the stcrti s ieer ing whoel is, unlorliiriately, missing. 

Ol-her feaLures visible on the c a b i n  root include t h e  engine slo/ligt>~t,which was 
probably blown out during t h e  sirrkirig, ;)rid the coal bunker. The coal bunker 
extends along .tho front 0-f Itie sterrr cabin. T h e  gal ley coal  was carried in ,the 
srnallcr bin on the poi-t side. It is ciirious that t he  ship le f t  por-l wi th a 
par C i  a IIy-f i I I o d c oa I bci 1 1  kc r. 

As cine descencls over t he  forward edge of - the  bunker arid roof that covers the a f t  
deck wii ictres ltie vessel r iarr ie rnav tx: vicwcd. EWIPEIiOR is paiijted in black l e t te rs  
011 a white t)ii(:kgrouild along .the forward overlrarig of .the roo-f (Fig. 5.6fi). 

Forward of the winches is halah 30, T h e  t ia tch covers were metal, a n d  IRere were 
no C i I n V a S  covers over I h s  hat(:has. The bat ' tens arc? rr iost ly intact. Thr! corners ol 
same of .the hatches have boon b e n l  upwards, a resul l  of the escaping air as the 
ship s a n k .  
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The stern is lying a t  an angle of 23 degrees from vertical with a 3-degree port list. 
The mast has bent to  the stern to 29 degrees from its normal stern rake of a b o u t  8 
degrees, and shifted to 18 degrees to port (Fig. 5.65). The shifting of the mast is 
most likely the result of the practice of using the top of the  mast as  a convenient 
mooring location for dive boats. For many years a line with a buoy was attached to  
the top of the mast and a dive boat, sometimes several, would use it for a mooring 
line+ The use of the permanent NPS mooring line will prevent further damage to  the 
mast. 

The stern cabin may be entered or viewed through the windows and doorways (Figs. 
5.70, 5.71). There i s  no glass anywhere, presumably blown out when the  ship sank. 
On the port side the forward cabin contains 6 bunks and was the quarters for the 
deck hands. Proceeding to  the stern, one can view the crew's dining room, kitchen 
a n d  pantry areas. (Lake boats often do not follow the nautical terminology familiar 
to  oceanic vessels.) Cooks' quarters were the aft-most cabin. On the stern the two 
spare prop blades are in place inside the bulwark (Fig. 5.69). The stern winch, 
emergency tilter and bitts are present. 

Continuing around the stern to the starboard side, one can view the  the aft-most 
cabin, which was a private dining area, with the officer's dining room forward. Both 
had two windows and a single doorway. A cabin with two bunks on the stern 
bulkhead is forward of the officer's mess and aft of the bathroom. Forward of the 
bathroom is the  engine room entrance, the first engineer's cabin with a single bunk 
a n d  the second engineer's cabin with two bunks on the stern bulkhead. The forward 
cabin with four bunks was shared by the four firemen (Fig. 5.66). Three firemen 
were lost in the wreck. 

The engine room may be entered through the skylight. The emergency wheel and 
throttle are intact (Fig.5.72). The engine room is an important collection of a 
working engine room of a ship with nearly four decades of alterations and revision 
by the  numerous crews that worked the vessel. This is a rich opportunity to collect 
data relevant to  the anthropological questions concerning the interactions of people 
and a technological environment. The engine room of EMPEROR will provide a rich 
source of data for those in the future interested in such questjons, a s  well as those 
of a historical nature. It is important that attrition and impact be limited in the 
machinery spaces of EMPEROR. 

Site Formation Processes 

There are remains of 8 hatches between the relatively intact 5 forward hatches and 
the intact stern portion of the hull. This mid-ship section of the hull is  clearly the 
most damaged. 

The principal factors for this heavily damaged section are a combination 0 1  wreck 
events and natural features and processes. The general configuration is a result of 
the heavily damaged hull bottom settling on the contours of the rock cliff face. The 
dense, heavy cargo weighted down the floors as  the hull sides twisted and broke in 
a seemingly haphazard way. The hull beams are torn, and some appear to be 
missing from the wreck concentration. Beam ends probably became detached 
during the wreck, and the collapse of the hull sides reflected the nature of the 
bottom damage  as  the ship ground to  a halt. 
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'TI) e ti istor ica I doc uIne r).tari o 1 1 ,  of w ti ic h the f' reIit 11i11a rv 111(1 II iry ( c o r idu (:.Led by C a pt. 
W.N. IVlurrisorr June 6 ,  1947)  i s  .[tie ri1os.l useful, yivcs sorric indication of the wreck 
events porlirrent Lo the site forrriarion process. 'The .following is  summarized .from 
'that docurncnl., which contains 'the les-lirnony ol 'I 0 of the surviving crew rneinbcrs 
arid officers. IViost agree 011 [he basic: wreck !;e!querrce. 

EIVIPEROH was uriderway a i  a tiorrrial running speed  of abotr i  1 1  Itriots wheri it 
struck Canoe l iocks.  There was a r i  iiii'tial "iar" arrd the strip c:oni.inued to scrape 
aloirg Lhc rock for a short period. Tho C h i e f  f lrryiriecr rcpor-tr!d that tltc initial crash 
woke lriin up ;ind he fourrd Ihe secotid cr1girit:er had shut off .ttic engine bct:aiise t ie 
h a d  losl tho t h e  shaft o r  wheel; i.e., darnaged t he  prop. I h c  chief -tried to turn -[he 
sha i t  wi i l l  t l ie  engine, hu.C [ticre was no resis.tiIrr(;c. lcrirnediatcty, .tile forward por.tioii 
0-8 the vessel hegar\ to  sett l t ! .  Iridicaeiorrs are LhaC there wiis an initial j o l t  arid t he  
ship continued slidiiry a long or over rocks. IL is r io ' t  clear liow long this occurred, 
bu-i-one lestirnorry said "4 or 5 iniriutes, maytie loiigcr, be-lore corriing t o  ;.I coinplele 
s lop."  There was one report thal: slaictl thsrc was ii sligliP starhoard list. About 20 
rnitiutes later t h e  starrr sank rapidly. The slcrrr sectiolr broke arid rriay have rolled 
'to starboard arid then .to por-l a s  i t  sanlc 

f1econr:iling t l ie testimony the survivors ant1 l'lie rri;rtcriaI record gives an 
in rJ icat iorI Lo w h;I t 1 ikeIy o{: I:I t rred d IIr itI 9 1:Iie w rec k c v e n 1, Ad ci iL i 0r i  a Ity , his.l:0r i(: a I 

........ Press Jurre 'I 'I, ,4947) sliow .the how sank in j u s t  overphotograptis c.y., ~ Detroi l~- ~Free 
50 feut o l  water. The b o t t o m  of- .[fie p)ilol. l io i isc w a s  uritlcr waler, irrdica.l:iiig ii 

50 -To 0 L wxtc r (1 e [It tl . 

A t  the initial can'tac:t wi,tli -thc reel-, the stiip, which had riow lost power, began t o  
slow rapidly. Survivors said i l i cy  heard -the sourrd of the hull scraping alol ig tho  
rock:; for  sowre time, apparer i r ly  rnirrcrles. When the ship s-topped arid rapidly began 
t o  sink, it worrl: dowri bow first, indicating ii side, ra l l i e r  t h a n  bow c:ori.tacI wil l i  the 
reel.  The sterr i  docs rio'r: sec rn  heavily diit-riagt?tl, so t h c !  hull m u s t  l iavc  been  in 
contac:t wi'th tt ie reef in ~ l r c !  area of 1iair;hcs G - '13, the area o.f most damage.  

C)t?servatioris t i l  the h c r l l  ~l i~rr i i i~ je ,wl,icli oc(;urs rnostly in the vicinity of tratctir?s 
6-.13 frorri the bow, poiri.t l o  an iri ir iai c o r r t a c l  witlr t t ra  reel: aloricj l l r e  s.tarb,oard side, 
ra the r  than a bow.-.on ramiri i i i~jof .the rock:;. A surprising aspec't of I l i a  survivors 
tes ' i i r r \ar i~is the  irrtlicatioti r h a t  the wreck was ii series 01: j o l t s  a n d  scrapcs, l iardlv 
what one would  e ~ p c c li r o m  'the irnpaci of a 525--Eoot vessel carrying rriore t h a r i  
'10,000 torrs of i ron ore  rnovirig in e ~ e s sof l'l  Itr iots srnackirig into a rock recf. If 
the sh ip  had hi.t i n  ilie bow l t i c  incrti:i would have carried i t  up on to  the reef, and it 
coliid n o t  have begun .to s i n k  in 50 fee.[ o i  water .  None of t h e  surv ivors  repor ted 
a n y  shil'i i o  lie stern as ihe vessel sank. AccordincJ Lo testirrioriy ,the pil0.i: house 
wiis visible .from the l ifeboais as  t t ic  survivors rowed away. 
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The evidence points to  EMPEROR hit t ing Canoe Rocks on the slayboard side of the 
hull wit t i  a ylancing blcw. The pilcl error responsible Por the wreck was a course 
change, which should have t a k e n  place a t  Trowbridge Liyht, being executed late. 
When the downbound course is plotted on EI chart, it Is evident that the later the 
change takes place, the more parallel the ship's course becomes t o  Canoe Rocks. 
The hull must have hit  the rocks wi th a glancing blow t o  d a m a g e  the prop blades 
first, and then sink bow f i r s t  

The hult broke as i t  sank, and, considering the relationship of the main hull pieces, it 
shifted to  starboard. The rolling of the stern reported by some survivors is 
evidence that this occurred during the wreck event. The separated hul l  sides are 
closer together on the starboard side than on the port. 

The breakup of the  hull on the surface after the bow was down indicates some of 
the forces a t  work on the hull. The break happened after the hul l  was opened up 
sufficiently to  rapidly sink the vessel. The hull bot tom must have been nearly 
severed, putt ing the deck under considerable compression as  the bow sank while 
the stern was s t i l l  afloat. S o m e  of the deck beams in the main damage area have 
been broken through the bracket plate on the port side. The rol l ing of the ship, and 
the hull twist ing it represents, put tremendous torsion force on the hull. This force 
Is evident in the way the hull sides in the main d a m a g e  area a r e  twisted both in-
and outward. The hull sides tended to collapse after the support of  the deck beams 
was removed. 

The stack of EMPEROR was probably loosened as the stern twisted and sank .  The 
stack is still attached and lying t o  port.  It fell with sufficient force t o  partially 
collapse The roof and port bulkhead of the stern cabin (Fig. 5.67). 

There i s  a crack in the bulkhead between the boiler and engine spaces. This, along 
with some of the natural collapse of wooden cabin bulkheads, has led some to  add 
credence to  the story of the boilers exploding. The boilers are intact. The 
cornmon-sense notion t h a t  hot boilers explode when submerged in cold water has 
not been substantiated in the wrecks of Isle Royale. The boiler of CUMBERLAND is 
damaged, but the damage does not appear to  be the result of an explosion. One of 
GLENLYON's boilers is broken up, a s  is much of the steel hull. The other does not  
appear t o  have exploded. 

The notion of exploding boilers on sinking steamers has been around for  a long 
time. It was reported by a t  least one survivor that the boilers of  EMPEROR exploded 
(the night steward in Montreal Gazette June 5, 1947, see Chapter 1V). The rapid 
quenching of the hot boilers and fires would probably sound like an explosion in the 
midst of the stress of a shipwreck. Observations of the boilers themselves indicate 
this actually rarely, if ever, happens. In the case of EMPEROR, test imonv by W. 
Gallagher and Engineer on duly when the wreck occurred, indicated that the boiler 
steam was "practically a t  the blow-off stage," and direct observation of  the boilers 
of EMPEROR confirm they did not explode. 

The facP that boilers rarely explode during shipwrecks was also noted in the Lake 
Carrier's Association bulletin (1938:7): 

That boilers do not explode [during a shipwreckl has been known to  Lake 
s e a m e n  ... for years. Any number of s teamers  that  comprised the old 
wooden fleel, submerged in rather shallow water were found, when raised, t o  
have boilers intact. In recent years we have had several marked examples [of 
the same thing] furnished by steel bulk freighters .... 
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Fig. 5.63. Dan Lenihen examining the cargo of EMPEROR. The ship was loaded with 
more than 10,000 tons of Steep Rock Mine ore. NPS photo by Larry Murphy. 

Fig. 5.64. Dan Lenihan recording the windlass of EMPEROR. NPS photo by Larry
Murphy. 
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Fig .  5 .65 .  1,at-q IVIurgliy ascending the stern triasi o l  EIVIPLRCIR. 1Vlas.i h a s  sh i f ted to 

the stern ar id 'to port  a s  a result of rnoorirlg dive boars to  it. Port list is  visible in 
photo. NIPS photo by Joiiii Brooks. 
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Fig. 5.66. View in to  the firemen's cabin, which is forward on t.he starboard side of 
the stern. There were three firemen lost in the wreck of EMPEROR.  NPS photo by 
!-arty Murphy. 

Fig. 5.67. Stern cabin of EMPEROR showing compression of the bulkhead as a result 
of the collapse of the stack. NPS photo by Larry Murphy. 
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Fig. 5.70. Starboard stern cabins of EMPEROR, showing the state of preservation of 
Lake Superior shipwrecks. NPS photo by Larry Murphy. 

Fig. 5.71. Bunks inside the s ta rboard  stern cabin of EMPEROR. NPS photo by Toni 
Carrell. 
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Fig. 5.72. Auxiliary conlt-01s or EMPCROH in engirie roorn. IVPS photo h V  JC 

Broo Ics. 
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P L I H X S  P l * " E O  "HOER ROCKS -APPROXIMATE O I S T A H C C  FROM EMPEROR B O W  100 VDS. -

C A H O E  ROCK'S SHOAL 

Po' 
FRAOMEHTS O f  WIRE I O P E  OH TOP OF REEF 

Fig. 5.73. DUNELM stranding site. Drawing by Scott McWilliam. 
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Si-te L.ocation 

KAW11.00PS is directly o.ffstiore frorri I<amloops Point ( I  2 o'clock Point on older 
char ts)  on tho rroriti side c,-f Isle Dovale i1.C -1he north end 0.f Todd Harbor. The 
vessel's location i s  at ~ ~ o s ' c i , ~ l \ larrd d145,5:j"w, wtricti is 1.8 statute rniles frorn ttie 
wosiern rip of Hawk Island ( i r i  a 'true Lwiririg of 232 degrees. 

Site Descrip iion a n d  Ana Iysi5 

As indicated ir i  the  his-toric:al rt?c:(ird section o f  this report, .tho wreck s i te  of 
KAlVlLOOPS is more shrouded in rnyslery .Ih;rri any oclrer wrrxk at Is le  Tloyale. It is a 
classic case 0.i "went missing," wl icre a vessel disappears duritig a storm leaving no 
survivors;. Bodies were cvc r r t~~a l l yfound a'r: Isle Hoyalt. arid spe(:LiIation, ranging 
frorn reasotied 'to wild, abounded for rn;itry years, but i t  becarrre (:tear over t h e  years 
that tho historical record i t s e l l  is never yoiirg lo  satisfaclorily answer the  qiies.tioii 
o f  what happerred to KAIVILOOPS. 111 A L I ~ I I S ~1977, { t i i s  became a question lor 
historical archeology wheti ICAIVIL.001)S was discovered bv sporc divers off o i  Twelve 
0'Clot:k Poiirt a l  lslc Hoyale. 'There is IIIIW H rriatt?riaIrt.t;ord .to work wi th arid, much 
as in 'lhe case of a parhologjst working ori the re ina i r is  ol wtiai  had bceri a tnissiiig 
perso t i ,  t he arc t ieologists a dop t  ed I:hc ro Ie o I s It'wt t i; ir i  ev ita b 1 y b a Ia n(: i i Iy w ri klc r i  at id 
oral perceptions of the pas t  (his-torv) wi th t h e  hard iac:ts of whal: car1 be seen, 
measured, and fell. 

So far, d u e  t o  logistic a n d  safe ly  prohlcrris iriherenl i n  tliviiig a site ,the depth of  
KAIVIL00f'S (.[tie wreck lies x t  a depth rarigitig frorri 'I80 t o  360 l e e [ ) ,  we have o n l v  
been able to al'tairi tari.talizing glirrIpscs of the rernairis, ticit a l ready  they have bccn 
sufficient to perinit reject ion of several theories of w1ia.I happeried to the ship, ar id  
have suggested several new areas of inquiry. Le.t us review ,tho rriajor implical ior\s 
of the historic record 1ha1 have bearing on ret:oristrut:tiorr of lhe wreck event. 

KAMLOOPS was last seen by .those who lived .lo repor i  Lheir ohservalioiis December 
4, 1927. Three people s a w  KAMI.OOPS irorn the bridge o t  OUEDOG, ario.thr!r Lake 
vessel that was i tself  in per i l  Iron? sea a r i d  weather cortt l i t ions. I t  was several 
rnorittis la'ter Ltiai 'Tlotsarn associated wii t i  ,the ship began l o  be recorded at  Isle 
Rovale These residues inctuded hurrrari bodies, life jackets, pou9ions ot a lifeboat, and 
significarilly, some pieces o f  spars thal: would hiIvt! indicated .that t h e  ship itself, a r rd  
not just a lifeboat .full 01 survivurs, t iad [ilaved out  a f ina l  drarrra a t  or tiear Isle 
Royale. There is a l s o  a secotid--~iatrtIoral historv accouiit by a fisherrnirn frierid of 
Roy Oberg 'chat the .for] whistles could be heard hlowirig a11 night al: the end of the 
island when itw ship went rrrissirig (Roy Ilberg persorial conirriuniua-tion to I. .ahadk), 
Although this oral accourrl rnav sound weak on Itre race 0.l it, the authors of this 
volume have learned to take very seriouslv the oral accounts of Is le R o ~ a l e"old 
tirners." At least equal wcigtrr is  givon t o  their merrrories as i s  accorded .lo 
~ C C O Uri'ts of (:orile rnpararv ricws pa pt? rs . 

This still leaves the archeoloyist wi th only a ,few h a r d  pieces of evidericc. One 
knows frorrr l i istorv thilt a ship went rlowri, hut .that leaves the queri-lions o-f where, 
when, and how. The vvliero question was solved by empirical obscrval ions or sport 
divers in 'I 977. 'This reinforced earlier criipirical ohservalioris l-,y 'fisherrnan lVlil.forcl 
Johnson Sr. tha t  his nels werc heirig caught in wreckage off 0.1: Twelvc O'Clotrk Point 
and t)y Roy Oberg h a t  ll is bo.ttom scaiirier was iridicatirrg what looked like a 
shipwreck in the mme area. 
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The question of when is not so easily dealt with, because any number of  scenarios 
could have resulted in bodies and some spars being found at Isle Royale. Did the 
vessel go down in the  violence of the storm? Did it lose power for some reason 
and drift into the island? Did jt capsize f rom ice build up, or  drift into the shelf ice 
and stay afloat near Twelve O'Clock Point for  days, weeks or months? 

The fol lowing are empirical observations made by the research team based on 
interviews with sport divers, deployment of remote operated vehicles in an 
NPWNational Geographic joint venture in 1986, and from personal observations of 
NPS divers who have briefly vjsited the site on several occasions. These wil l  be 
treated as a material-evidence chain. 

The largely intact vessel lies on i ts starboard site 400 feet f rom Kamloops Point with 
the bow point ing about 270 degrees on a magnetic compass bearing (Fig. 5.74). 

Beginning from the stern, the fol lowing relevant factors have been noted. First we 
wil l  consider those observations made by researchers through the eyes of the 
remote operated vehicle (ROV), which is our most reliable source. 

1. Debris f rom the wreck, consisting of portions of the deck-cargo, was found two  
or three hundred feet shoreward of the shjp, indicating it capsized there before 
settling in deeper water. The debris lies a t  the foot of a ten-foot deep ridge, but 
there is no solid evidence at  this t ime the ship struck that spot .  

2. 	 The rudder and propeller do no t  seem to  be damaged. The rudder is on the 
centerline and properly fastened a t  t op  and bottom, and there is no damage to  the 
shoe. There is about 15-degree angle on rudder t o  starboard, but  no evidence of 
grounding in this part of the ship.  

3. 	 Several of  the scuppers in the stern had rubber hoses in them, probably 
indicating anticipation of  a hard freeze. Hoses were ordinarily put  in scupper pipes 
a t  t ime of winter lay-up t o  prevent bursting f rom extreme cold. 

4. 	 Davits on both sides were found empty; t h e  port (upper side of wreck) davit has 
chocks still in place, some of the tackle still hanging in davits, guy-wires are also 
hanging. Both starboard davits a re  also empty, but the starboard l i fe  boat chocks 
are knocked down, indicating the probability that the starboard boat was 
intentionally launched. Historical records indicate that one boat was found near 
shore fol lowing the ship's loss, evidently the starboard one. The assumed port  boat 
lies in about 230 feet of water near t he  wreck, where it seems t o  have fallen f rom 
the davits after the sinking. Because the ship appears to have rolled and slid down 
the slope on its starboard side, i t  may have had a starboard l ist for sume t ime 
before its loss, which would have precluded use of its port  lifeboat. 

5. ROV entered and explored bunker or coal chute (not absolutely certain which of 
the two), but did not observe stack breeching a t  deck-level; the smokestack has 
been reported missing, but we were not able to  confirm this. We observed coal in 
bunker or chute, which indicates that the vessel did not run out of fuel. 

6. 	 Several engine-room skylights were found opened, apparently by divers, and 
a p p e a r  propped open on lower (starboard) side while held open by gravity on port  
(upper) side [Fig. 5.75). The skylight over officers' mess also reported accessible by 
divers, although this was not observed. 
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7 A l  leasi one door  was found  oper i  or1 llrc por l  side of lire af te r  deck house, 
probably an en l ry  lo  I t i e  pantry or icelnox. 

8,  Tho oirgino seerns i r r t a c t  .lrorn RUV observations, a l though the chain fa l l  was 
miss ing f r o m  t h e  'traverse bar whic:ti i s  used f o r  l i f t ing the pis tons.  Cyl inder heads 
were observed, but a t  , this poiilt there i s  ii very tantal izing c lue  tha t  cou ld  r iot be  
posit ively r:ori-firrried. A t  Ihc extrurne end o-f the -field of visiori  of the rernote 
operated vehicle, it appeared that .the head m a y  have becri removed  from .tire high 
pressure cylinder, leaving rhc b a r e  s luds  exposed. IVlariy reruns o f  .(he videotape of 
th is  por-l-ioir o'i' .[tie AOV d ive  d id  rrol t -esul l  in  agreement on th is  observat ion by al l  
.the teiirri. The irnporLarrce o l  L'his poii i t  will be made clear in the analysis presented 
la ter  in  I h i s  discussion. 

9. One huinirrr body was ccirrfiriried preserl'l. in the engirre rooin by ltie RDV. 
Reliable acc t iu i i l s  by sport divers inrlic;ate there arc more, with the  nurrtber varying 
-from t w o  lo f ive.  The bod^ observed and -fi lmed by the  robot vehic le  seems 'Lo b e  
in a sopa l ied  s.tale. This cotild riot be  coti f i rrr ied by touch, hut .the appeararicc is 
w t i  ito a ri cl a pp e a r s iexr tire d,  for s ubrri erge dAd i1) oc ere fo rr nation i s I:O mi mo ri 

corpses. This is  a prucc?ss in which so l [  l i ssucs  are conver-Led into a soft 
waxy---type substance, freqcreri%Iy cornparcd io soap.  T h a t  this cotidi.Liori should s'tit! 
be rioled a f te r  f i f t y  years i s  reinarkable, b u l  apparentlv not unique, i r r  'the Grea l  
Lakes, since a t  least  one ottrcr case or1 air Islo Rayale shipwreck i s  known.  Again, 
there i s  riot cocivergeiicc f r o m  viewers of .!tie lapc regard ing  the issue of whether  or 
n0.t I t i e  clothir ig h a s  survivc?d intact. AI ' t l \uugh cornrnori sense  would sugges'l {his .Lo 
b e  the case, arid some divers have repartcd tha l  a't l e a s l  one of the individuals was 
wear ing bib overalls, this is nu t  cuirf irrried ~ J V  ttic FIOV. It i s  clear, however, that 
r ~ e c o r t i p o s i ~ i o i lwas variable, ne i ther  .the h e a d  nor feet rernairr on -the corpse. The 
tibia atid fibula of Ihc legs exlcrrd o u t  lrorn tlrc generic: wtii.ke mass  of .tho body. 

'I 0. Divers have sect i red the  orriergclrcy s lecr ing wheel with a padlock and chain 
(Fig. 5.76); tarrips arid co rnpass  are rubissing f r o m  after binnacle, although t h e  hood is 
in  p lace  atid appears i\ol to  have bceri tarr ipered wil tr .  

'I 1. Examitiation of .tlie sliip's hull near (lie how shows  serious damage ICJ shell 
plat ing a t  .the t u r n  of t h e  bilge oti the por i  side, exlerrdii ig approxima.tely fif.ty fee t  
f rorn approxi ir iately 65 'to frarrre 50. I t r e  darnage corrsisls of d ished arid buck led 
pla'tes atrtt col lapsed frames. The f lat of .the ship's bol tom was not observed, but 
'the darnage did n o t  appear to  ex icnd inward to t he  boltoiri. Although -the darnage 
was subs'i'arilial, no ruprurod plaros  were observed; the darnage  seen could account  
for leaks, but  I-riore .than l ikely irot niassive f looding; other more ser ious hull da t~ iage  
is suspet:Ped. lr iastnucti a:; .(lie ship tieolcd over  .to starboard, darnage  or1 Zhat side 
seeins probable; t h i s  is -further supported bv .the latincti of the siarhoard boat, wh ich  
suggests a s. i ' i lrb~>~rdl ist, arid there fore  f loodi i lg  on tt1a.i: side. 

'12. Portions of 'the ship's poi-l: side were viewed, arid ihe f re ight  gangways 
exaini i icd. Those observed were  s t i l l  secured aritl presurried to be watsr.t igt i i .  Stern 
details were also exanriricd, inc lud ing the propeller and rudder, arid .Lheri t h e  hul l  
was v iewed f o r  sorrie dislaricc: .furward of l h e  sievn. Damage t o  .the shel l  pla'l ir ig was 
ot iserved at  the turn of '(he bi lge on -the port side, cxteridirrg f rorn approxiniatelv l t l  
to frarrio 3%. The! darn;iyc: wa!; sirnilar tu t h a l  founrl at the  f o rward  end, consis t ing 
of s t u v r i n  p la les aiid .frames forced iii abo~rl :a foot o r  t w o .  1\10 actual rt ipt i i res in 
I h e  shel l  plates were observed. Sorrie corrugat ion of bottorn--pla.i ing appeared 
possible iii tho area, b u t  was not cun.Cirmc.d. 
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13. Working toward the bow, little additional hull data was gathered, but the 
Mini-Rover was able to  do a relatively thorough search of the forecastle and 
associated superstructure. The ship’s pilothouse is missing, and it appears to  have 
gone to  pieces when the ship went down. Historical accounts indicate portions of  
the structure were found near t h e  shore. The false-floor and all of the instruments 
were also missing, except for a single vertical stanchion in the center of the 
pilothouse, the framing for it stairway a t  the starboard-side after corner of the 
house, a spotlight f rom the roof, and a wood storage-box of uncertain use that was 
outside the house on the port  side; both bridge wings are still in place. Lower 
portions of the superstructure appear undamaged; the texas deck was examined on 
the port side. Deck details, such as a sounding reel, mooring bitts, and rail 
stanchions, were observed. Examination of the structures offered no obvious clues 
about  the vessel’s loss. 

14. Several features were observed indicating attrition f rom use bV sport divers. 
Portions of the cargo had been stacked on the side of the ship, probably in 
preparation for  removal (quart and gatton cans of  paint in two crates), a n d  the ship’s 
two port-side navigation lamps were removed. I t  i s  not clear whether the 
navigation instruments were removed from the pilothouse, or were lost  a t  the t ime 
of the sinking. 

15. Examination of hull a t  the forward end also r i  /ealed a plume of mud covering 
stern and anchor-pockets, preventing the observatiiln of anchors or  chains. Several 
of the portholes in the port side o f  the forecastle were found opened, presumably 
as a result of storm damage; fastners for the covers were seen inside, and while 
they d id  not appear broken or  distorted out of shape, i t  is not  thought likely that  the 
ports were opened intentionally. The letter “K”was a lso viewed on the ship’s port 
bow, painted in white. 

There are t w o  other observations about the KAMLOOPS site that  were made by 
sport divers, but  not confirmed by Phis research team.  If true, they may have a 
great deal of bearing on the reconstruction of the wreck event. The first is that a t  
least one bow anchor chain comes out of the mud in which KAMLOOPS bow is 
buried and extends seaward some distance, The second is that  when found by 
divers the ship’s engine room telegraph was s e t  t o  “Finished wi th  Engines” (both 
ordered and answered in this position), which indicates that the machinery was 
totally shut down a t  t ime of loss. 

Analysis 

The above empirical observations can now be used as a chain of evidence in 
coricert with the historical record to allow a much more educated discussion of the 
KAMLOOPS wreck event and the formulation of hypotheses that accommodate the 
most reliabte aspects of the historical and material records. 

1. Inasmuch as the ship l ies a t  least fifteen miles f rom the nearest point where it 
would have been safe under prevailing conditions, it must be assumed that it was 
disabled a t  t h e  t ime of i ts loss and not under command. No experienced mariner 
would have purposely navigated a ship t o  that vicinity with northwest winds a t  gale 
force coupled with poor visibility. The nearest shelter would have been either in 
Thunder Bay or back behind t he  island via Blake Point. 
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I f  Ztie s h i p  W A S  disabled a r i d  tlriFLitrg, i t s  ~IIIC~IO~S stiould have becn down; 
c:onCirmatior~ of the dispositiorr o-l I ts  a i ichors would provide valuable clues about 
{he s h i p ' s  c:orrtlition a t  ctie Litire oI i t s  loss.  Divers have reported t h a t  the ship's 
te legraph a l s o  shows eviderice [ir t h e  rnaclri i iery be ing strcri down (in "Firi ishcd with 
Engines" positiorr); Lhis, too, wotild ~ u b s L i ~ r i i i a L ~t h e  sh ip was disabled for sotile time 
before i ts loss.  I t  would have bec~.isiiici(Ia1 t o  lei the sh ip  lie so near a tee shore in 
the [ ~ r e v a i l i r i ~ jgale, iT  i t  could t iava possiblv worked iis way iIiC0 operi water. 

2. I-I tire steartior's high-pressure cylinder h e a d  was, i r i  fact, removed,  i.l: would 
answer a basic qires-tiori i ibout  the  ship 's loss:  i t  would es tah l i s l i  beyond ii doubl: 
that  .the ship was broketl  dowti frorr i  soriit! hours belori! sinking, and i t  would 
explain wliy i L  ended up o l l  Iwt:lvt-?O'Clock Poir1.t in so vulricri ible kind cxposcd ii 
posii iori. I1 would also sii iggest why sorr ic of I l i e  crew were ill work in the erigitie 
morn whcn the s t i i p  fouridertxJ. t L  woirld rroi explaiti tho t)ot.Lorri daniage. 

Darnage to t l ie shi [ ) 's  tiutt is trot siirprisirtg, buL the nature 0.f .[he darnage ohserved 
i s  rrol easi lv  explairrecl. IL is c:loar- i l i a 0  Llre str ip s.truck bottoin, a r i d  it wciuld b e  easy 
to corr(;lutle t t i i i i  i l  s l r u c k  Llie Leri-looL s p o l  ori ly a .few h u i i d r e d  feel from where i.t 
rests, birt 'tlial af ipwirs to  c:oriItic:t witti t t ie  i r ia lor ia l  record. I l ie sh ip  l ies wilt) i l s  
bow "i~pwitid"r e l a l i v e  Lo i t ) ( ?  corirJitioris a t  i lw .tirile o f  i l s  Io:;~, arid probably a t  
anchor. I f  i-es tww was kepi: j r i . t o  the wiritl (as a n y  resporisible rnaslcr would havc 
done), ,tt ieii i t  woutd have s i r l ick ,the s h o a l  stc!rrr--.first. Wc know t h a t  did not 
happeri, as  i s  evidcnceti  b y  iiic socrrid coridilion 0.f i.ts rudder- aiid shoe. -1.0 have 
s.rrcri:k o r i  i i s  p o r i  side, i t  woul t l  l i i l ve (:oftit? ashore Irrow--ol~or iiearly broadside. 
-That caiild Iii.iw[? bccri done only I f  .tlte ariahors were not otrl, which seerns unlikely. 
The prob;-IL)ili-Lv is, rhei i ,  t l i a i  i i  slruck so t i iewhere  else. I f  i.t (;air be assurncd t h a t  
KAML013PS sLruc:k sutiseqcicnL lo ii Lireakdowri, fhen the oiily ptace i t  c o ~ i l t lhave  
s t r u c k  i s  upwiirtl, ( i r  soi~ietwc?rily tri i les away i r i  itit! Weicoint l  tslarids. 

KAMl OOPS bears drariiwii(: iesPimonV Po Ilic proscrvariori po.terilial o l  deep 
shipwrecks in Lakc Superior. 'Itie corrtli.tiori of inorgar i ic  a r i d  o rga r i i c  r e m a i n s  i s  
ascounding, s ign i f icant ly  superior to  w l i a t  orio rnav expec t  ol' the sarrre st l ip arid 
associa-i-ed rnatcrials i f  they h a d  never  bioi:n lost, but .Lied t o  a dock in Duluth for 
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f i f ty years. The siltation over the site is minimal, and appa ren t ly  constant. The only 
active impacts  t o  the site as  an archeologicaI/historicaI entity is t h e  removal of 
certain ent jc j i ig  objects by sport divers. 

One aspect or the past wreck natural deterioration process noted, bu? not  expected, 
w a s  the ridges of oxidiration that nppeared most dramatically on the ship's 
propeller. This phenomenon m a y  be evident on other metal shipwrecks in fresh 
water, b u t  none oi the authors of t h i s  volume have  recalled seeing t h i s  in the field 
or In the literature. The only exceptions are observations made during deep dives 
o n  TITANIC, where  these rivulets of oxidation fo rmed  dmmatic displays a n d  were 
called "rusticles" by the Woods Hole research team. 

KAMLOOPS is, in the archeological sense, a treasure trove, since it composes not  
only a n  intriguing remnant of an historic event in Lakes history but because it 
contains a cross section of material culture that represents a synchronic snapshot 
of contemporary l i fe in rhe region. "Package freight" is precious t o  the  archeologist 
because it is a random reflection of subsistence needs. It is an  intr iguing place to  
dive, but there is some indication that i ts value as a time capsule for f u t u r e  
generations wil l  continue t o  diminish unless some restrictions are placed on access. 
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Fig. 5 /4 b KAIVILOUPS, a r l i s i  perspecl ive. Drawir)g by S c o l t  IVkwllliam. 
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Fig. 5.75. KAMLOUPS’ engine room skylights. ROV photo by Emory Kristof courtesy 
of National Geographic Society. 

Fig. 5.76. KAMLUOPS’ stern wheel showing chain placed by sport divers. ROV photo 
by Emory Kristof courtesy of National Geographic Society. 
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CHAPTER VI. UNDERWATER COMPONENTS OF LAND-BASED SITES 
AND OTHER SUBMERGED CULTURAL RESOURCES 

lntrod uction 

As the t i t le implies, this chapter is devoted to a discussion of non-shipwreck sites. 
More specifically, the sites are water-related locations of human activity that, 
through accident or  design, have culturzl remains both underwater and on land. 
These maritime-based sites wi th their underwater cornponenls are an integral part 
of the history of Isle Royale. Since nearly every human endeavor a t  Isle Royale 
involved interaction wi th water, an investigation and discussion of only shipwrecks 
would present an incomplete picture of the island's ful l  range of submerged cultural 
resources. 

With that in mind, a n  effort was made during each of the f ive field sessions to  
examine underwater components of land-based sites and to include an overview of 
that class of  resource in this chapter. The review presented here is intended t o  b e  
neither comprehensive nor exhaustive, but  representative. 

Prehistoric sites were not  included in this study because, to date, no prehistoric 
terrestrial sites with underwater components have been identified on Isle Royale. 
One isolated find of a prehistoric pot did occur i n  1985 and is discussed in this 
chapter. Also it should be understood that this project was intended for 
documentation and evaluation of known sites; survev for new sites, of  any 'type, was 
not a primary research objective. 

Since the inception of the research at Isle Royale, Park managers have provided 
support for a l l  aspects of the project, including the work on the underwater 
components of  land-based sites. Assistance included boat and  personnel support 
a s  well as access to  research materials. Park staff interest in, and concern about, 
non-shipwreck sites has increased steadily. In the  Spring of  1986 an order was 
issued by Superintendent Thomas Hobbs prohibiting diving on all land-associated 
underwater archeological sites (Superintendent's Orders, April, 1986). Investigation 
of any sort, including that done by professional researchers, can only be undertaken 
after obtaining special permission from the Superintendent. These sites were closed 
in order t o  provide maximum protection t o  fragile cultural remains. This order 
clearly demonstrates the continuing commitment of Park administrators to  a 
program of comprehensive cultural resources management. 

This chapter is organized into three major sections, a historical overview, 
discussions of individual sites investigated, and other known or  suspected sites 
including a brief discussion of vernacular watercraft found around Isle Royale. The 
overview focuses on the range of  human activities on the island f rom early historic 
exploitat ion up through present-day government-sponsored programs. It is 
designed t o  provide the historica! context necessarv t o  both evaluate and to 
understand the  role that these human  activities played in the story of Isle Royale 
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Fur Iradc 



By 1658 the first fairly accurate map of the entire lake was available t o  French 
explorers, traders and missionaries. Isle Royale, called Isle Minong a t  this time, was 
wet1 known and prominently displayed on these early maps, 

Des Groseilliers and Radisson were the first to demonstrate the economic profit of 
trading in furs f rom the Lake Superior region. These two  explorers had visited the 
interior on several occasions and in the summer of  1660 returned t o  New France 
with a cargo of furs that saved New France from economic ruin (Beckles 1900:14). 
Following the lead of Des Groseilljers and Radisson, other explorers and traders 
quickly began exporting beaver pelts to  Montreal and Quebec. 

Although Des Groseilliers and Radisson made every effort to  demonstrate that the 
best route to  the north and west of Lake Superior, and therefore the best furs, was 
through Hudson Bay and not  through Lake Superior, they were ignored by officials in 
France and New France. In frustration, they turned to  the English who, in turn, 
founded the Hudson’s Bay Company in 1670, in direct competit ion with the French. 

Much of the earlv French fur trade centered around the foot of Chequamegon Bay, 
and on the south shore of Madeline Island, in the present day Apostle Islands. By 
1689, La Pointe, the location of a large Chippewa village and the site of  Radisson’s 
and Des Groseilliers‘ cabin of 1660, had become a major French trading center of 
Lake Superior (Nute 1944:31-32). In the meantime the English, using Radisson’s and 
Des Groseilliers‘ roure Through Hudson Bay, had penetrated as far west as Iblackinac, 
competing for both furs and the loyalties of the western Indian tribes. 

The declaration of war between France and Great Britian in 1689 nearly brought the 
western fur trade t o  a hall. It wasn’t unti l  1693 that trade begin again in earnest. 
At that t ime Duluth, Le Sueur, and Perrot had won the confidence and assistance of 
several of the western Indian tribes; the resul l  was a flood of furs on the market. tn 
1696 the King of France revoked a l l  fur trade licenses and effectively put an end t o  
the French age of exploration and trade in their western empire (Innis 1930). 

The treaty of  1713 between France and Great Britian merely finalized a policy that 
had begun in 1696 and effectively turned much of the fur  trade over t o  the Hudson’s 
Bay Company. Over the next 10 years three French posts were established around 
Lake Superior in an effort to  maintain a small f low of furs to  the east and some 
measure of control in the region. However, by the end of the French and Indian 
wars, the last o f  the French outposts had surrendered and the British had control of 
Superior (Nute  1944:33-36). From 1763 to  1783 the British dominated Lake Superior, 
even though it had been divided up between Great Britian and the United States. 
During this period British fur trade on Superior reached i ts peak. It was also during 
this period that Grand Portage was re-established by the British as a major trading 
post. 

American influence on Lake Superior was tenuous in the early 1800s. The republic 
was seeking control of the Indian tr ibes that were economically and militarily tied to 
the British. The United States needed a trade system able t o  compete with the 
large 3ritish companies in order to  take advantage of Indian trade dependence. In 
1808, John Jacob Astor, a veteran of the fur business, received a letter from 
President Jefferson telling him that the federal government would assist American 
traders in every way possible in order to drive ”foreign competit ion from ‘this side of 
the Mississippi ._. [in order t o  yet  t h e ]  whole of the f u r  business passed into the 
hands of our citizens” (Jefferson t o  Astor, April 13, 1808, in Humins 198524). That 
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Company to  fishing only while allowing trapping by the Hudson’s 8ay Company f rom 
1833 t o  1847 along the Northshore (Nute 1944148, Humins 1985). 

References t o  North West Company activities on the island can be  found in the 
American Fur Company Letter Archives ( 1834-1 835). Indian and French-Canadian 
employees of the company knew Isle Royale well; the island was atso well known to  
8ri‘tish fur traders. For almost a century f irst the French voyageur and then . the 
British trapper navigated both Lake Superior’s southern and northern shorelines, 
fishing and trapping among its many islands. 

The full extent of fur  trading on Isle Royale can only be surmised. Alfred C. Lane 
(18983) discussed several fur trade posts, while C. C.Adarns (1909:389-390) was 
concerned about the impact fur trade h a d  on the island’s ecology. 

The location of the o ld  trading posts is of interest because of their 
relation t o  mammal remains, such a s  antlers, which have been, and 
may be again found. Dr. Lane cites the focation of several of these 
posts and others are given in the U.S. Land Office map by Ives; these 
different posts were located as follows: 
1. Near Washington Harbor, Sec .  2, T63N, R39W, American F u r  Co. 
2. 	 Head of Siskowit Bay, Sec. 2, T63N, R37W, American Fur Co. 

Trading post and fishery. 
3.  	 On the south shore of Siskowit Bay, Sec .  35, T64N, R37W, 

American Fur Co. Trading post and fishery. 
4. Near Hay Bay, Sec. 24, T64N, R37W, Hudson Bay Co. 
5. 	 On the n o r t h  shore of Fish Island [Belie Isle], Sec. 35, T67N, 

R34W, American Fur Co. Trading and fishing post. 
6 .  Near Card Point. (cf. Lane,‘98 p.3). 

It would be of considerable interest if the records of the fur 
companies could be examined for information bearing u p o n  the 
original mammal fauna of  the island (Adams 1901:389-390). 

Isle Royale, presumably having limited numbers o f  prime fur-bearing animals 
suitable for  the fur trade, could have been trapped out in a few seasons during the 
North West Company era. Camp sites would, at most, have been seasonal in nature 
and very likely l imited t o  a few individuals. Possible evidence of the presence of fur 
traders in the  late 1700s and early 1800s on Isle Royale was found underwater a t  
Cemetery Island; no sites have as yet been identified on land. It is possible that 
evidence of fur trade activities might be found only underwater due to l imited 
contact of this type  on Isle Royale. Identification and study of these sites could 
provide insights into a short-term, seasonal, narrowly defined activity that is an 
under-represented site type o n  Isle Royale. 

Fishing 

Lake Superior was an active center of fishing from the earliest days of human 
habitation. The main reason fo r  rhe development of Indian villages at Sault Ste. 
Marie and other locations ringing the Lake was the ready availability of fish. 
Travelers t o  the Sau l t  invariably mention in their letters and diaries not only the skill 
of the Indian fishermen but also the excellence of the trout and whitefish they 
caught (Nute 1944:172). 
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Fishing on Isle Royale did not cease with the abandonment of the fisheries by the 
American Fur Company. lves reported observing independent fishermen occupying 
many of t he  fur company stations during his 1847 survey. Independent fishermen 
continued t o  pursue their activity on Isle Royale throughout the 1850s arid 7860s. 
Wright Island and Belle Isle were permanenlly occupied bv fishermen as early as 
1866, and a t  that t ime the Washington Harbor area was producing 1500 barrels 
(Glenn Merri t t  oral history tape). Lake Superior experienced a boom in commercial 
fishing by 1880. The Bayfield fisheries employed more than 250 men and more than 
300,000 pounds of f ish were caught and processed f rom the western end of the 
Lake (Nute 1944:181-183). Fishermen f rom Bayfield, Duluth and Houghtan camped 
and fished around Isle Royale, and contributed thousands of barrels of .fish each 
season to  the market (Rakestraw 1967a:g) 

Commercial fishing in Lake Superior and around Isle Royale flourished until the 
1920s. Grace Lee Nute summarized the decline of Lake Superior fishing in the 
1920s: 

From a commercial point of view the Whitefish had become virtually 
extinct along the American shore and was present in appreciable 
numbers only around the Apostle Islands and in The vicinity of 
Whitefish Bay. The catch of 1922 was onlv 380,000 pounds ... in 1885 
... i t  had been 4,571,000 pounds. Trout had increased . _ _to  4,954,000 in 
1903, and then declined to  2,833,000 in 1922 .... Whitefish was being 
caught in only a few spots  along the Canadian shore [in 19221. [They] 
had dwindled t o  an alarming extent. Laws regulating the mesh size of 
gill nets and establishing closed seasons were chaotic and missed 
their purposes because adjoining areas varied so completely (Nute 
1944:185- 186). 

Isle Royale fishing suffered the same problems as  the rest of the Lake. As fishing 
declined, many abandoned their traditional way of life on Isle Royale and adopted 
new occupations. The establishment of a national park on Isle Royale further 
reduced the numbers of commercial fishermen on the island. 

When the National Park Service established Isle Royale as a park there were 
approximately 45 fishermen scattered around the island, Initially, there was little 
sympathy f rom the National Park Service for  permitt ing the fishermen to  remain. 
Eventually, however, the Service began to  appreciate them. 

The fishermen shacks and occupants are definitely a part of the Isle 
Royale picture, and with certain minor restrictions will not  interfere 
wi th fishing by Park visitors (Shevlin 1937:6). 

They are excellent guides for  park visitors, reliable as  f i re  fighters or 
workers when employed by the Park Service, and their presence on 
the Island is, in m y  judgment, an asset (Baggley lo Director, July 28, 
1937). 

The conflict between commercial fishing interests and the traditional administration 
of National Parks, that permitted commercial activities only related lo official 
functions, remained unresolved unti l  the 1340s. In the interim, Baggley made 
informal a rra ng e menTs with the f ishermen. 

They all had to  receive permits, establish Michigan residency, and pay' 
rental fees on buildings, docks, and other governrnent-owned 
facilities. No new owners were allowed into the business, although 
sons could carry on their fathers' work. Similarly, no  expansion could 
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These sites represent a unique opportunity t o  study the diachronic progression of a 
narrowly defined activity, in a small community of people, f rom its simple 
beginnings, through its heyday on the island and in Lake Superior, and i ts 
subsequent decline. 

Mining 

Exploitation of copper veins in the upper Great Lakes region by prehistoric Indian 
populations probably occurred a s  early as 2500 B.C. (Bastian 1961, 1963; Barrett 
1926; Crane and Griffin 1961; and Dustin 1930). Artifacts of copper, traced by 
mineralogical analysis t o  the Great Lakes, have been found in both in New England 
and south into the Mississippi valley (Fitting 1970). 

Prehistoric mining on Isle Royale is also likely to have occurred a s  early as 2500 
B.C. Evidence collected by Bastian suggests that there may be 100 fissure and 1500 
lo  2000 prehistoric lode mines on Isle Royale atone (Bastian '1961:i). 

When French explorers entered t h e  upper Lakes region in the middle 1600s, they 
were told stories of  widespread copper deposits. As early as  1660 the French were 
aware of the existence o f  copper in the Lake Superior region (Boucher 1664, in 
Canadian Royal Society Proceedings 1896:99-168). In 1665 the Jesuit priest Claude 
Allouer was instructed t o  look for copper when he visited the lake. When 
describing Lake Superior and the surrounding country, he s ta red :  

... farther lo the west, on the same North side, is found t h e  Island 
which is most famous for copper, and is called Minong; this is the one 
in which the savages have told many people, the metal exists in 
abundance, and in many places. ... It happens frequently that pieces of 
copper are found, weighing f rom ten t o  twenty pounds .  I have seen 
several such pieces in the hands of savages; and since they are 
superstitious, they esteem them as divinities, or as presents given t o  
them to promote their happiness by the gods who dwell  beneath the 
waters (Jesuit Relations, Vol. LIV, in Hakala 1955:lI )  

The emphasis on the fur trade in the upper Lakes, hostilities wi th  the Indians, and 
the difficulty of reaching a n d  then mining the copper, retarded exploitation of this 
resource. It was not forgotten, however. In 1710 the Intendant of New France, as 
the region was then called, wrote: 

It Is almost certain that there are copper mines on the borders of this 
lake [Superior] and in the islands within i t s  extent. There are found in 
the sand pieces of this metal, which the savages make into daggers 
for  their own use .... They claim that the island Minong and small 
islets in the lake are entirely of copper (New Yark Collections 
Documents, ix, 865, in Hakala 1955:14). 

It was not until 1727, however, that the French were able t o  set up and operate 
copper mines in the upper Lakes. In 1733 La Ronde built a small vessel a t  the Sault 
for  copper transport and mined copper at Ontonagon, Black River, a n d  at the mouth 
of St. Anne's River [Iron River]. Indian wars and problems with the British prevented 
the French f rom further pursuing copper exploitation through the early 1760s. In 
1763, with the signing of the Treaty of Paris, the French signed over their tands lo  
the British. 

The British began active exploitation of the northeast coast of the Lake Superior 
region by 1769. Mine cave-ins and diminished returns resulted in a cessation of 
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The Saginaw Mining Company began operations in 1877 a t  the site of an earlier 
exploration of the Ohio and Isle Royale Company. By 1879, however, all of the  
mines had closed as a result of diminishing production and poor quality ore. 

For the next 10 years virtually no mining occurred on the island. In 1889, a British 
syndicate, the Isle Royale Land Corporation, purchased a total o f  $4,000 acres f rom 
both the Nor th  American Mineral Land Company a n d  .the Minong Mining Company. 
In 1890 a subsidiary company, the Wendigo Copper Company was formed to  look 
for copper in Washington and Todd Harbors. The town of Ghvllbank was established 
that same Vear in Washington Harbor. Despite the use of sophisticated diamond 
drills and extensive exploration, copper in sufficient quantities was never found and 
the Wendigo Copper Company began selling off its holdings in 1892. A local paper 
editorialized: 

This ends the las t  attempt to  find a mine on Isle Royale. It is 
probable that a mil l ion dollars has been spent on this island in 
fruitless explorations _... It may safely be said t h a t  there are no paving 
deposits on the island (Engineering and Mining Journal, 1892, in 
Rakestraw 1965:T6). 

In al l ,  the mines of Isle Royale produced more than 490 tons of refined capper. In 
1874, a mass of copper weighing nearly 3 tons was found on the island and 
exhibited in the 1876 centennial exposition in Philadelphia. While this may appear 
impressive, the majority of the ore found on the island was low grade, and produced 
less than one percent of copper per ton  mined (Nute 1944:166). 

Mining operations on Isle Royale spanned more than 4300 years of intermittent 
activity that began with the early Indian populations around 2500 B.C. and continued 
unti l  nearly 1900 A.D. Physical evidence of prehistoric exploitation i s  scattered 
across the island. No underwater remains of this early copper mining have yet been 
definitively located, although evidence probably exists in the form of submerged pits 
wi th  associated stone tools. 

Virtualiy al l  of the historic mining settlements had crib docks, a necessity to  
facilitate the loading of ore and unloading of equipment, supplies and personnel. 
The range 0.f materials that may have been lost or discarded immediately offshore 
of these settlements would reflect the full range of material culture required to 
support industrial operations and t o  provide the necessities of life for  the mining 
population. These settlements represent a unique 0ppor’:unity t o  examine the 
synchronism of early industrial sites in small, isolated comrnijnities during both the 
early and l a t e  1800s. 

turn be ring 

Sporadic lumbering and isolated sawmills were operating throughout the Lake 
Superior region as early as the 1830s. These mills supplied local  markets and were 
generally confined to  support ing the needs of developing communities. It was not  
unti l  the 1840s and 1850s, however, that lumbering in the Great Lakes region began 
moving f rom local supply to  a wide spread commercial market. The introduction of 
steam-powered mil ls and other improvements facilitated lumbering on a large scale, 
but i t  was the demand fo r  white pine that was the impetus for  market growth. By 
t h e  1870s, supplies of white pine had nearly been exhausted in the eastern slates 
and companies began looking toward the Lake states to  fitt their needs. The 
demand for white pine came not only f rom the east, b u t  also f rom the midwest 
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(Nute 1944:204). After 1926 lumbering on a large scale in the Lakes region declined 
steadily. Less profitable stands were examined more closely and  short-lived camps 
were set up in an effort t o  extract lumber from these areas. By 1940, the cut was 
one-tenth of the 1890 cut (Mason 1956:7). 

In 1935, the George Mead Lumber Company established a camp at the western end 

of Siskiwit Bay on Isle Royale. This was probably the most extensive operation on 

the island. The company hired 200 men and constructed more than 17 structures t o  

support their operations. Raads and a crib dock were built, and logging covered 

nearly 15 square miles of the interior. The camp was abandoned in the spring of 

1936. A t  about this same t ime the CCC entered the Great Fakes region and began 

the process of removing slash and charred s t u m p s  f rom previous fires. In 1936, the 

first CCC volunteers on Is le  Royale had  cleaning up slash from the Island Mine and 

Mead lumbering operations as  a priority. 


Lumbering operations on Isle Royale between the 1870s and 1890s supported a 
mixed communi'iy. Schools, warehouses, offices and boarding houses were built in 
centrally located areas and were geared toward long-term operations. Men and 
their families often lived Vear-round on the island. Unlike their turn-of-the-century 
predecessors, lumberjacks a t  the  M e a d  operation were single men residing in 
tar-papered shacks scattered throughout the proposed cut area. The main c a m p  
supported on ly  the camp administrator, the foreman, the doctor, nurse, radio 
operator, head mechanic, and a few helpers and cooks. The bulk of the laborers 
were scattered throughout the cut area, removed from the "comforts of camp life" 
(Cochrane 1978:2). The operation was intended t o  be intensive, short-lived, and 
focused strictly on extracting as  much t imber as possible. The lumberjacks 
routinely left only one or two  trees sranding in an entire cut; that tree was for 
protection against charging moose. 

White there are obvious differences between the settlements, reffected by their 
long- and short-term goals and .the social milieu created by the companies, they 
were similar insofar as  they were srnalt industrial communities functioning in near 
isotation. Adaptive strategies aimed a t  coping with isolation are comparable, i.e. the 
construction of support facilities such as docks, warehouses, and offices. However, 
the daily routines and the lives of each would have been quite different; the 
lumberjacks living in widely-scattered shacks in all-male groups a n d  the 
miner-jacks living with their families in a central community. Most of t h e  visible 
remains of these communil ies have been obliterated, although each h a d  extensive 
wharfs and other shoreline facilities. The range of materials that may have been 
lost or  discarded offshore of these communities should reflect the full range of 
materials needed t o  support industrial operations. However, those material remains 
that can be  associated with the comforts of l i fe  should be quite different, or 
possiblv non-existent f rom the Mead operation. Comparative analysis of these sites 
represents an excellent opportunity t o  examine processes of adaptation t o  specific 
sets of environmental and social circumstances. 

Tourism 


Among the earliest literature describing the beauty and wonders of Isle Royale was 
John R. S t .  Johns' "A True Description of the Lake Superior Copper Country", 
published in 1846. Johns described the mining development a s  well as the general 
scenery of the island and i ts recreational possibilities (in Hakala 1955:63). Although 
Is le Royale was becoming well known for i ts beautv, as welt as i ts economic assets, 
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The Singer Hotel, on Washington Island, prospered from 1904 through the mid 
teens. During that period, five passenger boats, originating in Port Arthur, Duluth, 
Grand Marais, Houghton, Apostle Islands and Saulte Ste. Marie, had Singer's resort 
as their destination. The resort accommodated nearly 200 tourists a season during 
i ts peak years of operation (Wolbrink and Walling 1937:15) 

Elsewhere on t h e  Isle Royale, other fisherman had similar ideas to Johns and a 
number of resorts were established. In addition, by the early 1900s private parties 
of campers f rom Duluth were comjng t o  Isle Royale and staying in the abandoned 
Rock Harbor Lighthouse at the other end of the island (Lane 1898). 

Gust Mattson established his resort in Tobin Harbor, a t  the eastern end of Isle 
Royale, just after the turn of the century. He operated the resort f rom 1901 until 
1920, when i t  was sold. Eventually, the property was purchased by the Smith family 
who ran i t  untit the 1 9 3 0 ~when it was acquired by the National Park Service (Glen 
Merr i tt, o ra I hi st o ry t a pe ). 

Tourist Home, located on Davidson Island within Rock Harbor, was established 
around 1903 by Eric Johnson. Johnson, like Mattson, was a fisherman by trade. 

He had the main house, dining house, and a lot  of l i t t le  10 by 12 
cottages. And I can remember when the AMERICA would come, he 
would get .the passengers off and the freight and so forth, then he'd 
say "Vell, now I t'ink I go build anolher 10 by 12". So he'd go up on 
the island, get some lumber together and build another 10 by 12. He 
had a l i t t le string of them along the island, l i t t le  10 by 12 sleeping 
cottages ... (Glenn Merritt, oral history tape). 

The Davidson family of St. Paul bought the resort from Johnson and operated it 
until sometime in the late teens or earlv 1920s (Glen Merritt, oral history tape)y By 
t h e  .time of the Wolbrink and Walling report on resorts, in 1937, the operation was 
evidently out of business. It was not covered in their evaluation and was not 
mentioned as a defunct operation. 

Belle Isle Resort, located on the north shore of Isle Royale, opened i ts doors in 1914 
(Glen Merritt, oral history tape). During the teens and twenties, the resort flourished 
and was considered a "going operation'' a t  the t ime of NPS acquisition in the la te 
1930s (Wotbrink and Walling 1937:2). Owned and operated by Fred Scofield, the 
resort was considered one of the best on the Island. 

Commodore Kneutson established a resort along the south shore of  Isle Royale, a t  
Rock Harbor, shortly after the turn of the centurv. He operated a small camp called 
Park Place a t  the present location of Rock Harbor Lodge (Hakala 1955:64). Kneutson 
built a number of small cabins, and the resort enjoyed moderate success. 
Kneuxson's daughter, Bertha, took over operation of the resort in 1922 and 
re-christened i t  Rock Harbor Lodge (Hakala 1955:64). Bertha Farmer ran a successful 
resort, as a sole proprietorship, until it was acquired by the National Park Service In 
1938. 

The only private club on Isle Royale was located in Washington Harbor. The 
buildings were originally constructed by the Wendigo Mining Company in 1889. 
Twenty acres of land and several buildings were even tua l lv  purchased by Colonel 
Charles H. Graves in 1902, and the Washington Club organized. In 1931 the  main 
club house along with the servants' quarters were destroyed by fire; the club 
continued operation unt t t  acquired in 1938 by the National Park Service. 
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continuum up t o  the 1980s. The materials that are deposited on t h e  bottom 
represent both the ordinary and mundane, as welt as  the lavish and expensive, 
which are often overlooked by historians as well as contemporary writers. These 
items can provide an insight into the daily lives and personal values of early 
fishermen turned resort owners, tourism entrepreneurs, vacationers seeking relief 
f rom allergies and the pressures of the depression and World War 11,  and those 
enjoying new economic wealth and growth fol lowing the war. In essence, the 
artifacts are clues t o  the lives of  people during a t ime of rapid social and economic 
transition in the first half of the twentieth century. 

Governrnent-Sponsored Activities or Projects 

Beyond the establishment of the National Park Service on Isle Royale, t w o  
government-related activities share prominence in the history of the island. The 
first is the US. Light-House Service, later becoming the U.S. Coast Guard, and the 
second is the Civilian Conservation Corps. Both had a deep and lasting impact on 
the development of Isle Royale. 

The fol lowing overview of the U.S. Light-House Service on the Great Lakes draws 
heavily from O'Brien (1976) unless otherwise indicated. 

U.S. Light-House Service: When the first U.S. Congress met in 1789, one of their 
earliest actions was the creation of the Light-House Establishment. Responsibility 
for the service was delegated t o  the Secretary of the Treasury. Supervision of the 
service alternated between the Secretary of the Treasury ( 1  789-1 792), the 
Commissioner of the Revenue (1792-1802), back to Treasury (1802-1813), and back 
t o  Revenue (1813-1820). In 1820, Treasury once again assumed the responsibility 
for the lighthouses and continued to manage them unti l  1853. 

While It is not clear which lighthouse was the first one established on the Great 
Lakes, the U.S. Lighl-House Establishmenr made its appearance on the Lakes 
sometime between 1809 a n d  1820. The earliest lighthouses on the Lakes were a t  
Presque Isle, Buffalo, and Niagara Fort Light (U.S. Light-House Establishment 1866). 

In 1851, Congress directed The Secretary of the Treasury t o  appoint a board to 
review the Light-House Service and its activities. The board made a study of the 
Service's work and accordingly recommended that the system be completely 
reorganized and a permanent supervisory board be established. The creation of a 
board was discouraged by Treasury officials, who felt that the appointment of a 
single officer would be the most  practical. Despite Treasury's recommendation to 
the contrary, Congress passed legislation creating the tight-House Board on August 
31, 1852 (US.  Light-House Establishment 1877). 

Under the  administration of the Light-House Board, the Service was divided into 
twelve districts, each with a lighthouse inspector. The Great Lakes became the 
tenth and eleventh districts under this system. 

Between 1852 and 1859, most of  the lighthouses in the United States were refitted 
wi th Fresnel lenses, replacing the earlier Argand lamps a n d  parabolic reflectors. The 
use of these lenses not only increased efficiency of the lights bu t  also resulted in a 
substantial monetary savings f rom reduced fuel consumption. 

Rock Harbor Lighthouse, along the southern shore of Isle Royale, was constructed 
during this period. The lighthouse, completed in 1855, served Lake captains for only 
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Chis t ime lighthouses continued to  be administered by the Bureau of Lighthouses, 
under the Department of Comrnerce and Labor. This organizational hierarchy 
remained unchanged unti l  1939, when the US. Coast Guard and the Light-House 

Service were merged and the Light-House Service name dropped. 


Civilian Conservation Corps: Roosevelt's "New Deal" not  only had a widespread 
effect on the economic stagnation facing the United States in the early 1930s, but  
some of the legislation enacted ultimately resulted in changing the face of our 
environment. The Emergency Conservation Work Act, passed by Congress on March 
31, 1933, established a voluntary civilian work force. The aim of the Civilian 
Conservation Corps (CCC) was t o  provide employment for young men between the 
ages of 18 and 25 [Adams 1940:393), and thus reduce some of the widespread 
unemployment plaguing the nation. Salmond summarized the purpose behind the 
CCC, ".,. Franklin D. Roosevelt brought together two wasted resources, young men 
and the land, in an attempt t o  save both" (1967:4-13.). 

Individuals chosen to  participate in the CCC received $30 a month, food, clothing, 
lodging, medical attention, transportation t o  the work camps and, importantly, bo.th 
vocational training and academic education (Adams 1940.393). Corps rnembers 
volunteered for periods of 6 months and were assigned to  specific camps scattered 
around the country. 

Public works projects undertaken by the CCC can be found in almosl every 
community across the United States;  Michigan was no exception. Fortunately for  
the fledgling park, Isle Royale was earmarked to receive some attention. CCC work 
began on the island in 1935. 

Not everyone was pleased with t h e  prospect of CCC involvement on  Isle Royale. 
The well-known wildlife expert, Adolph Murie, expressed his concerns regarding the 
impact of CCC operations on the fragile Isle Royale environment in a report t o  the  
Department of the Interior in June 1935 (Murie 1935). 

True wilderness is more marvelous (and .harder to  retain) than the 
grandiose ... features of our outstanding parks. [Success in the 

management of this park would be measured1 not by projects 

accomplished, but projects sidetracked (Murie 1935). 

John J. Little (1978:70-93) discussed the specific activities of the CCC on Isle Royale 
in the administrative history of the park. Much of what follows is summarized from 
that history, except where otherwise noted. 

A National Park Service t eam,  headed bV Harold C. Bryant, visited the island in July, 
1935, t o  assess possible CCC projects and t o  outline a general development plan. 
The Bryant report supported many of Mnrie's proposals, recommending the 
prohibition of  roads or trails for  mechanized vehicles, the exclusion of motor boats 
and airplanes f rom the interior, limitations on visitor access points, an unobtrusive 
trail system, maintenance of clean shoreline waters, and the  eventual elimination of 
com me rc ia I f ishermen (3rvan t  1935:2 -4). 

In addition to  numerous additional general environmental guidelines, the report 
recommended several CCC projects, which included the removal of slash, i.e. the 
residue from lumbering operations, placement of buoys or markers for t h e  
identification of offshore shipping lanes and safe entrances to harbors, construction 
of visitor contact stations and camping shelters, and wildlife management facilities 
(Bryant 1935:2-14). 
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CCC work  in '1937 followed l h e  pa l tern of previous years, wiih 'the crews irivolvecl i n  
l ire-rulalotf c lear i  up arid various rii1viyaiioiial aiid wildlife projects. The selet:.ticiri of 
M o t l  Island as the permarierll ' he;idquartr!rs for the islarid resul ted in  a tir?avy 
coriccrrtraiiori oi' o k r i  i r i  ~ h ; i i  a r e a  l f i e  followitiy year. OIficei-s' l iv ing quar te rs ,  
lernpurat-V ofrice space, a wi irehouse, and a water s t o r a y e  t a n k  were built in  'l9:18. 
In additioli, work began on ii sariiPary sysic'rn a ~ i t l  a clock arid pier. Fire hazard 



removal and trail construction continued a t  Camp Sisikwit that year. A small crew 
working wi th  t h e  United States Lighthouse Service placed numerous navigation 
buoys  offshore. Crews also developed five “boat” campgrounds, undertook wildlife 
surveys, and manned two weather stations for  fire protection (CCC Report 1939, in 

Little 1978:80-84). 


Work a t  Mott  Island headquarters and Senter Point continued in 1939, fol lowing the 
plans outlined in previous years. The nexr year, 1940, saw the establishment of 
another CCC camp a t  the west end of the island. Camp Windigo was opened in 
early M a y  and work began on expanded visitor facilities. Windigo Inn was 
completed by August of that year, supplementing the Rock Harbor center. 

Isle Royale’s remoteness and the emphasis by NPS officials on maintenance of the 
island’s wilderness required some changes in the usual operation of CCC camps. 
Most camps had access t o  nearby towns, held dances, and had fields for baseball 
and football. The distance to Houghton and unreliable transportation eliminated 
most social activities and horeseshoe pitching, hiking, and water sports were 
substituted for other group recreational activities. The absence  of large buildings 
also limited indoor recreational activities. McVey stated that CCC volunteers on Isle 
Royale lived spartan lives and were fortunate to  be able to leave the island once a 
month  (Camp Inspection Reports for 1938-1941, in Little 1978:86-88). Fortunately 
neither academic nor vocational training were hampered by the island’s remote 
location. The curriculum included mechanical drawing, radio operation, photography, 
typing, nautical skills, American history, math, English, and even beginning French. 

CCC projects on Isle Royale terminated in September 1947, wi th the seasonal 
departure of volunteers. The entrance of the United States into World War I I ,  
precipitated by the bombing of Pearl Harbor on December 7, 1941, necessitated that 
the manpower That had been used for conservation projects now be directed toward 
national defense. Congress abolished the Civilian Conservation Corps in June, 1942. 

The tangibte results of the work performed by CCC volunteers, during -their  six 
seasons on Is le  Royale, can be seen today. The construction of trails was held to 
strict width and length restrictions and the impact of daily CCC operations on the 
wilderness environment was kept t o  a minimum (Little 1978:92). The CCC 
completed badly needed projects and helped to  insure the protection of the 
wilderness environment in the Park’s early developmental stages. 

Site Specific Investigations 


The fol lowing discussion focuses on those individual sites that were  investigated by 
the Submerged Cultural Resources Unit on a time-available basis. The level of 
documentation varied f rom site t o  site and was dependent upon strict t ime 
limitations imposed by the examination of the primary research targets, the ten 
shipwrecks ringing the island. No consideration was given in advance t o  the 
potential significance of each site as  part of the basis for determining the levei of 
documentation or  inclusion in this chapter. Rather, individual sites were selected in 
a n  effort to  represent the major activities that occurred on Isle Royale from the 
earliest historic exploration period u p  to  the present time. The specific sites 
selected for study include the following: Cemetery Island Site; American Fur 
Company Fishery a t  Checker Point; Wright Island Fishery; Star  Island Fishery; Minong 
Mine Town Site and Docks in McCargoe Cove; Island Mine Town Site, Wharf, and 
Powder House in Siskiwit 3ay; GhVIlbank Mining/Lumbering Wharf in Washington 
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Harbor; Tobin Harbor Resort; Belle Isle Resort; Passage Island Lighthouse; and the 
Civilian Conservation Corps Camp Siskiwit at Senter Point (Fig. 6.1). 

Cemetery Island Sire 

Historical Background and Description: This island takes its name from local 
tradition and the small graveyard located on high ground near i ts center. Almost 
nothing is known about the early inhabitants of Cemetery Island, although various 
hypotheses have been proposed regarding the origin of the grave sites and who  
might have lived in a smal l  cabin once built there. 

Eighty-five year old lngeborg Holte stated in her memoirs, that a s  a young girl in 
her 20s she had asked about the "legend of Cemetery Island," and even then 
received answers that were "evasive and noncommittal" (Holte 1984:93). l f l  her 
youth the graves were attributed to  copper miners and lumberjacks, although the 
most accepted rumor was that: 

a load of liquor was brought to  a nearby mining town, near Ransom 
Mine ... [and] there was an unbelievable brawl. Pent-up emotions 
surfaced and hatred among a few was so strong, it became a f ight to  
the  finish. _._there were no women  or children buried [ o n  the island], 
so t h a t  [rumor] m a y  be true (Holte 1984:94-95). 

It has been stated that while "bad blood" existed between Cornish and Irish miners, 
a n d  fights were frequent between them, al l  weapons were barred (Hakala 1955:30). 
Others have speculated that the graves are associated with the Siskowit Mine, which 
operated from 1846 to  1855 (Dustin 1946:696; Cellar 1975; Maass 1982), and in fact 
the park has recorded the cemetery as a Euro-American burial ground associated 
with this mine. The dates on the few remaining grave markers range f rom 1851 t o  
1854, corresponding to  the period when that mine was functioning. However, Judge 
William E. Smith in a letter to  Albert Stoll, dated October 2, 1932, slated with 
certainly that some of the graves can be attributed to  passengers who died when 
ALGOMA was lost in 1885. It was further reported that a Captain Robert: Ellsworth 
of the Michigan Department of Conservation Patrol occasionally visited the island in 
the 1920s or 1930s and decorated the grave sites (Hakala 1955:31). 

In the 1950s, the grave sites were described as being surrounded by rocks, wi th the 
location of most being indicated by raised ground (Hakala 1955:30). The majority of 
the sites were either surrounded by individual picket fences or were marked wi th  
wooden headboards. O n e  original cross and headboard were still present in the 
early 1960s (Haber ca. 1962-65). Two o f  the headboards had the fol lowing 
information on them: 

Erected in Memory of 
Jeremiah Colbert 

of Bonmahon County 
Waterford, Ireland 

Died Oct  18, 1853 Aged 25 years 
Also Infant Daughter of 

Maurice and Johanna Mickey 
Died October 20, 1854 

In the Memory Of 
William i l anks  of 

Coventry who departed 
this life on Sept. 11 

1851, Aged 24 

Historically, a small cabin also existed on Cemetery Island. The cabin was located 
near the shore, on the southeast side of the island near a small bay. In 7981, 
remains of the cabin were found by Cultural Resource Specialist Carol Maass and 
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on the island are in township 64 north, range 34 west, section 23, NE 1/4, S E  1/4 
and section 24, NW 1/4, SW 1/4 on the USGS Isle Rovale topographic map.  

Administrative Status: The historic graveyard on the island i s  included in  the Isle~ . I I _ _  

Royale Cultural Sites Inventory and is registered by t h e  Sta te  of Michigan as site 
number 20lR42. The site i s  not  listed on the National Register o f  Historic Places. A 
historic refuse area and cabin site, on t h e  southeast side of the island, were not 
recorded with the graveyard. These features were investigated in 1981 by Carol 
Maass and were included on the park's undesignated sites inventory as site number 
U-24. The second dump site, found in 1983 by Vrana and Axtell, has not been 
inventoried. 

Research Merhodologv: A popular account of the loss of a schooner or f ish tug off 
West Caribou Island was the impetus for  the underwater reconnaissance of 
Cemetery Island. Park divers had previously tried to locate this vessel without 
success. In 1981, Vrana and Dale, also unsuccessfui, made a second dive in t h e  
area and, following the natural contours of t h e  channel between West Caribou and 
Cemetery Islands, eventually stumbled onto the historic reEuse area. Vrana's and 
Axtetl's dive in 1983 on the north side of the island was for  the purpose of 
recovering lost property. In the  course of their search, they found the second 
refuse area. A "record of dive" form was filled out by Vrana that detailed the dive 
plan, underwater conditions, purpose of the dive, and the cultural and natural 
features encountered (Vrana 1983). 

Si te Description: The cultural remains on Cemetery Island consist of four major 
features: the cemetery, the refuse area offshore on the southeast side, the refuse 
area offshore on the north side, and the remains of a smal l  cabin (Fig. 6.2). Overall, 
the sites on Cemetery Island appear to  have changed little since initial deposition. 
The most notable changes, based upon written documentation, photographs, a n d  
personal observations, have occurred a t  the cabin. In 1981, the remains were 
described as consisting of several hand-hewn notched logs forming the corner of 
the structure. When the s i te  was revisited in 1986 only scattered timbers could be 
located. In addition, the remains of a small wood-burning stove, in the vicinity Of 
t h e  cabin, existed in 1981; these were not relocated in 1986. 

The grave sites are substantially unchanged based upon the descriptions of Halaka 
t h a t  are more than 30 years old. The majority of the 10 grave sites can still b e  
identified by raised ground, rocks, headboards or crosses. Picket fences, covered 
with moss, encircle several graves that have replica headboards commemorating the 
deceased (Fig. 6.3). 

T h e  refuse area found offshore on the southeast side of the island, no t  far from the 
location of the cabin, contains a wide variety of  remains. The scatter can be  traced 
approximately 20 linear feet along the shoreline and extends underwater along a 
sand shallow between Cemetery Island and West Caribou Island out about  50 feet. 
Bottle glass, white stoneware ceramic sherds, enameled tinware, metal fragments, 
and broken patent medicine bottles, beer bottles, and cream and blue decorated 
china are present (Maass 1982). 

The  dump area located offshore on the north side of the island, near the present 
NPS dock,  i s  in 10 to 15 fee? of wafer (see Fig. 6.2). Patent medicine bottle 
fragments, bott le glass, broken brass ship fittings, oar locks, beer bottles, a s lag  pile, 
and modern refuse i s  present. No household i tems were noted (Vrana 1983). 
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Cig. 6.2.Cetmetory Island Si te Map. Drawing by Toni Carrell .  

Fig. 6.3. Graveyard on Cetrrelery I s l a i ~ d .  Replica headboards and picket fences were 
ins.talled b~ .Ctre Na"ioiial Park Service in the  'lY5Os to corr lmernorate .this si.i'e. NPS 
photo by Anrl Bellernan. 
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Site Analysis: The picture of Cemetery Island that emerges is one that can be 
divided into three discrete t ime periods of primary use. The dates cluster f rom the 
1770s t o  the early 18OOs, f rom circa 1846 t o  1855, and from 1885 through the early 
1900s. 

The archeological remains found offshore on the southeast side of the island 
provide the strongest evidence t o  date for fur trade activities on the island. The 
presence of several different classes of  artifacts supports a post-1770s lo early 
1800s fur trade contact a t  this location. 

Two intact dark green gin case bottles were collected f rom the site in 1981 (Fig. 
6.4). Bottles of this type first appeared in the mid-1600s and were commonly blown 
into a square-sided mold, had nearly a flat base, and a short neck wi th an everted 
lip. These characteristics are shared with the examples f rom Cemetery Island. This 
bottle type varied considerably in size but, because of their flat sides, they could be 
carried and housed in cases. This bottle style is frequently referred to a s  the 
"Dutch gin" bottle, reflecting their primary use in  the latter half of the 1700s. By The 
mid-1700s the square-sided "gin" case bott le tapered toward the base. This s ty le  
of bottle represented a very large part of the English bott le output of the 1700s 
(Hume 1969:62). The t w o  examples f rom Cemetery Island appear to  have been 
blown into a mold; t w o  small circular impressions on the bot tom sides providing 
this evidence. Both are dark green with glass bubbles, imperfections, and 
irregularities in size and thickness of the collar, neck and orifice (Cotter 1968134). 
These characteristics tentatively date the bottles after 1814 but still in the early 
1800s. 

Examples of a blue transfer-print ware were found of f  Cemetery Island. Imported 
Chinese willow pattern porcelain, a ware with underglaze blue decoration, has been 
found in colonial American sites dating prior to 1725. It became increasingly 
popular in colonial America, and by 1800 was one of the most  common ceramic 
types. Based on the Chinese export plate, the English adopted both the process and 
the pattern and began production of similar pieces in the latter half of the 1700s 
(Hurne 1969:127-130, 257-265). English transfer prints were commonly produced by  
the 1 7 7 0 ~however "wil low pattern" creamware was only manufactured for a 
relatively short period, from 1790 to  1800 (Hume 1969); after that date pearlware 
dominated the export market until 1820. The origin and typology of the ceramics 
found offshore have nor been determined t o  date. Preliminary analysis, however, 
places these ceramics berween 1770 and 1820. Another household item observed 
off the island was enameled tinware; the thicker French variety was popular f rom 
the 1750s through the early 1800s. 

All of the above examples, which cluster in the very la te  1700s t o  the early 1800s, 
were found on the southeast side of the island, offshore f rom the remains of  a 
historic cabin. The location of the cabin, on the southeast side, would provide 
excellent protection f rom wind-driven waves and storms. It is  common knowledge 
among Isle Royale residents that locating on one of the many smaller islands away 
from the main island keeps mosquitos, black flies, and other annoying insects lo  a 
minimum. In addition, the small, shallow cove on Cemetery Island's southeast side 
would have provided an easity accessible, safe landing for a small rowing skiff or  
canoe, commonly used by trappers. 

Cemetery Island is advantageously located near Benson Creek, Forbes Lake, Lake 
Benson, and Tobin Creek, al l  potentially good trapping areas. Only slightly farther 
away are Tobin Harbor, Moskey Basin and Lake Richie. This represents an  area that 
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Fig. 6.4. His lo r ic  "gin" casc  bo t t les  arid il "beor" bol t le collet:ted h y  Park employees 
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could be handled by a limited number of trappers. The quantity and variety of 
artifacts observed do not support habitation by more than a couple of individuals, or 
one individual over a few seasons. The presence of the remains of a cabin suggest 
the latter, From 1763 t o  1783 British-owned companies dominated Lake Superior fur 
trade; these companies employed both French and British trappers. The presence of 
English and French maufactured goods on Cemetery Island suggests habitation by 
trappers in the latter third of the 1700s, most likely after 1770. 

The cabin may still have been in usable condition when both Ransom Mine and 
Siskowit Mine were operational (circa 1846 - 1855). The suggestion that the graves 
on the island are contemporaneous with these mines is well-founded, based not 
only upon the extanl replica headboards but  also tentative dating of offshore 
artifacts. These remains supporr the hypothesis of a t  least occasional visits t o  the 
island, above and beyond burial services, between 1840 and t he  early 1900s. The 
bottle pictured in Figure 6.4 was  collected f rom the southeast refuse area, not far 
from the gin bottles. This dark brown bottle, hearing a crown insignia, is 
representative of a type that indicated government ownership. English bottles, from 
the la te  1820s through the  early 1850s, made Tor the army and navy were often 
identified with a seal (Hume 1969:62). This bott le shows seams from a three-piece 
mold, which places i l s  date of manufacture after 1815 (Hume 1969:61). Further, the 
photographic clarity of the crown pattern and the precision of its lines suggests this 
example was pressed in a mold. Pressed glass became common after t h e  1820s 
(Cotter 196832). 

Both ?he north and southeast refuse areas contain remnants of patent medicine 
bottles a n d  vials. These were among the most common products of la te  Eighteenth 
and Nineteenth Century g lass  works. Early types were blown f rom ordinary bottle 
glass and appeared in aquamarine, amber, olive-amber, and olive-green. Clear glass 
was used in the later periods. The u s e  of full-size piece-molds became common in 
bottle manufacture af ter  1815. Medicine bottles after that' date were often made 
from two-piece molds and bore the name of the medicine or manufacturer (Cotter 
1968:36). The examples observed off Cemetery Island, one bearing the name "Blood 
Bitters", c a n  be tentatively dated after 1815 and more ljkely after the 1830s. White 
stoneware ceramics, tentatively identified as British salt glaze, were found on the 
southeast side. This ceram,ic type was common in the mid 1800s. A nearly intact 
cylindrical flat-bottomed jug, similar in appearance t o  those used lo store 
'moonshine', along with fragments of other containers are present offshore (Fig. 
6.5). The bottles and jug suggest recreational visitation rather than continual 
habitation during t h e  Ransom and Siskowit Mining era. 

Only circumstantial evidence, however, ties the graves solely t o  Siskowit Mine. The 
north side dump provides evidence of later activity, although again not  necessarily 
habitation. Items identified by divers Vrana and Axtell included parts of brass port 
holes, ship fittings, brass and copper filagree decorative items, and broken blue on 
white dinnerware. These materials are similar to those observed on the site of the 
ALGOMA disaster, which occurred in 1885. The presence of these artifacts lends 
some credence to  both Dustin and Smith's suggestions that a t  least some of the 
unmarked graves are associated wi th  that disaster. 

Reports of fishermen "despoiling" the bodies of disaster victims were circulated in 
the summer of 1886 (Detroit Free Press, August 12, 1886). This theory was 
supported, in the press, by the fact that the salvors found the remains of only t w o  
bodies, pinned in the wreckage. The presence of scattered mutilated clothing on 
shore, ship f i t t ings and other "articles of value" were also reported to have been 
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conjectural. No clear evidence exists, unfortunately, to support  or  refute the 
hypothesis that some of the graves are associated with ALGOMA. The question of 
the origin of the unmarked graves on the island i s  far f rom resolved. 

The presence offshore of ALGOMA-like ship fittings, however, is irrefutable, and 
these should be more closely examined and identified. In addition, both submerged 
refuse areas and the cabin site should be thoroughly documented and given S t a t e  of 
Michigan site numbers. 

American Fur Company Fishery a t  Checker Point 

Historical Background and Description: The historic era of fishing on Lake Superior 
moved toward a period of formal organization in 1833 when Rarnsay Crooks, the 
new presidenl of the American Fur Company, began active investigation of the 
potential use of this resource. 3 y  1835, he had writ ten to  Gabriel Franchre that the 
place where the North West Company had previously obtained f ish was "a large 
Island not far f rom and directly opposite Port Quiwinan" (Crooks in Nute 1944:174), 
referring t o  Isle Royale. The following year Crooks instructed William Aitken t o  visit 
Isle Royale and examine it for locations of permanent posts  for future fjsheries. The 
American Fur Company explored Lake Superior between the years 1835 and 1837 
and during this period established major fisheries a t  Grand Portage, La Pointe, Sault 
St. Marie, a n d  Isle Royale. 

A total of seven fishery stations were esrablished on Isle Royale. They included 
locations a t  Fish Island (now called Belle tsle), Washington Harbor, Rock Harbor, 
Merritt's Island, Duncan Bay, Siskiwit Bay and the chain of small islands southeast of 
the bay. The major site on the Island was on Siskiwit Bay a t  Checker Point. This 
site was established in 1837 under the direction of Charles Chaboillez. He employed 
approximately 25 men as coopers, fishermen, and boatmen. In addition, 9 men, 
employed on a contract basis, fished on their own and sold their catch t o  the 
company at a rate of $4 for 200 pounds of fish (Nute 1944:177). During the early 
years, the men lived on the island year-round, however after 7839 the fishermen 
were transferred to  LaPoint during the winter months. 

Trout, siskowit 2 , whitefish and herring were caught during the fishing season, 
which began about the middle of June and continued until mid-November. In 1837, 
2,000 barrels of f ish were taken from Isle Royale (Nute 1944:177). Fish were salted, 
packed in barrels, and picked up f rom the various stations by the schooners, JOHN 
JACOB ASTOR (built 1835), WILLIAM BREWSTER (built 1838), ar id SISKOWIT (built ca. 
1840). 

Fishing on Lake Superior was so successful it was necessary to  f ind new markets 
for  their sale. The Ohio vallev, filled with farming communities, and the eastern 
states were quickly exploited. However, the same  year that the Checker Point 
fishery was established the market collapsed. Farmers in the Ohio valley, faced wi th  
an agricultural depression, resisted introduction of a new food. The market did not  
improve and, by 1842, the American Fur Company was forced t o  quit  the fishing 

2The spelling of this fish and subsequent use of this name has not been 
standardized. It appears as siscowet, siskeweite, siskowet, siskiwit, and siskawitz. 
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n r i  Is le  Hoyale  dciririg l i is r'ecotiriajssaric:e o-i. [tie Islarid i r i  '1 84/.  l i id iv idual  .lisherrrieri 
had occupicd I r i r inc r  Amer i can  Fi i r  Company cabins,  usiii::] lhern a s  il base oC 
opei-aeions (Jackson  i n  t- lakala 'I 8 5 3 : 2 3 ) .  By '1848 i l i o  Checkor  Poirr i  siLc l iad bueii  
o,ffic:ially abarrdorred by ernplovses ol' t h e  Arriericnri Fur Coi r ipar iy .  However, 
contii?ut?tf use of these bui ld ings b y  iriclepcrideri.t i is t ier r r ien was I i i gh l v  likely well 
beyond I Il4K 
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Fig. 6.6. Reproduction of Ives' Survey P la t  indicating t h e  location of .the "Old Trading 
Post and Fishery of the American Fur Company" (Ives 1847). 
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Fig. 6.7. Sketch map of American Fur Company Fishery Site. Feature 1 is a 
semi-subterranean structure foundation t h a t  i s  probably The s a m e  one located by 
the University of Michigan in 1961. Drawing by Toni Carretl. 
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approxirr ia le ly 300 l o e t  s o ~ i t l i w ~ s ~of Checker Po in t  a i r t l  5 1 0  Coet From the sands tone 
shoreline. No tici ir s l io re  re i r ia i t is  wete  iden l i l i c r l  tiy .ttic :;urvcy. 



Administrative Status: The American Fur Company fishery i s  included in the Isle 
Royale National Park Cultural Sites lnveritory and is recorded by the S ta te  of 
Michigan as site number 201R13. While a lumbering site on Checker Point is listed 
as U-44 on a Park maintained list of undesignated sites (Maass 1984). Neither site 
i s  included on the National Register of Historic Places. 

Research Methodology: Visual walking reconnaissance of the presumed fishery site 
location was undertaken by Vrana, Maass  and Carrell in June 1984. Remairis of  a 
structure (Feature 1) were located approximately 30 meters (98.4 feet) south of the 
sandstone shoreline and approximately 7 5  meters (246 feet)  west of Checker Point 
(Fig. 6.7). Swimmer survey of the offshore area w a s  undertaken by Vrana a n d  
Carrell. The survey began a t  the shore and continued outward to  a water depth of 
15 feet, approximately 200 feet f rom the shoreline. An overall distance of 1/4 mile 
of offshore area was examined along and around Checker Point. 

The surface survey closely corresponded in coverage t o  the underwater 
reconnaissance extending along the edge of the eroded  sandstone rock  beach, west 
of Checker Point, until the beach curves sou-thwest (approximately 1/8 mile) (FIg. 6.8) 
a n d  southeast along The pebble beach shoreline, south of Checker Poimt, t o  the edge 
of a cedar swamp (approximately 1/8 mile). The open area southwest of Feature 1 
was examined t o  the edge of a cedar swamp on the east side a n d  'to a s a n d  of 
cedars on the west. 

Present Si te Description: Rakestraw (1967b:21) s ta tes  he found what "appeared to  
be a cellar hole and chimney rubble" approximately 3 chains (198 feet based upon a 
surveyor's cha in )  in f rom the shoreline. The 1961 survev by the University of 
Michigan Museum located the remains of a "log struc.ture" approximately 200 feet 
southwest of Checker  Point and  50 fee t  in f rom Siskiwit Bay. 

The 1984 surface reconnaissance by Maass, Vrana and Carrell located 3 features. 
The locatjon of Feature 1 (Fig. 6.7) closely corresponds 'to the location of  both the 
Michigan Museum and Rakestraw finds, and is probably the same struclure. 

Feature 1 consists of a 3 meter by 3 meter (9 1/2 feet by 9 1/2 feet) rectangular pi t  
surrounded by a flat-topped mound (Fig. 6.7). Outside the mound the soil had  been  
excavated out t o  a depth of 7 meter (39 inches) t o  form the surrounding mound. 
The northeast wall of the pit i s  broken by an opening or doorway 80 c m  (32 inches) 
wide. The distance from the doorway to .the sandstone beach is approximately 30 
meters (98 feet) on a bearing of 30'. This feature is also approximately 70 meters 
(230 feet) west of Checker Point. White spruce are growing the mound walls and 
woody vegetation is growing the 80 cm (32 inch) deep pit. The pit  wal ls are dark 
humus and show no evidence of the local  sandstone pebbles ,  chimney rubble  or 
wall logs. 

South of Feature 1 is a large, relatively f l a t ,  open area approximately 100 meters 
(328 feet) long by 75 meters (246 feet) wide. Heavily browsed aspen suckers, a 
scattering of 20-30 year old white spruce and a few 60-80 year old aspens are 
present (Fig. 6.9). The sizes of the suckers, spruce and older aspens are  similar 
within each species, suggesting a similar age for each group. 

Feature 2, a large depression, was located southeast of Feature 1 on a bearing o f  
225' approximately, 9 meters (29 feet) away. The surrounding terrain is generally 
flat, while this feature is an irregular square 8 meters (26 feet) on a side by 1.3 
meters (4 feet  3 inches) deep. 
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Fig. 6.8. Prcihablc Arniericari Fur Comparly Fishery landing site on the east side 0.f 

Chet:l<er Poinl: (view to wes.t). 'I%is proLectetl lot:ation would have afforded easy 
access to t h e  f ishery buildings. NPS photo by Carol  IVlnass. 



Feature 3 is located 50 meters (164 feel) southwest of the pebble beach at Checker 
Point, on a bearing of  25'. It consists of a 50 cm (19 inches) high pile of 1 inch 
diameter rocks. On the west side of the rock pile is a depression 25 crn ('I0 inches) 
deep by 50 cm square. The rocks in this feature appear t o  be fire cracked. Due to  
the extensive windfall in this area, the full extent of Feature 3 was not determined. 

One artifact was located during the walking reconnaissance of the pebble beach 
southeast of the point. It i s  a l ight aqua blue piece of  glass of indeterminate age. 
No other artifacts, features, or  other remains were located during the offshore, 
shoreline, and inland survey. 

Site Analysis: The scanty descriptions of the American Fur Company fisherv 
buildings provide little information as to  structure size or inter-relationship, however 
some speculation can be  made regarding the various features located during the 
surface survey. 

Feature 1 showed no evidence of a chimney during the 1984 reconnaissance, and 
may have been the store house for  the fi l led fish barrels. I ts semi-subterranean 
configuration would fimit fluctuations in temperature a n d  aid in storage of  t h e  salted 
fish. This structure i s  probably .the same one localed by Ives, Rakestraw and -the 
Michigan survey team. 

Feature 2 was probably a dwelling or store house. Franchere describes several 
houses, in particular a "large store house with shed attached to  it" (Franchere 
1839). The 8 by 8 meter (26 x 26  foot) depression would certainly have qualified as 
a large store house. 

The large clearing south of Feature 1, within which Feature 2 Is located, could have 
been the site for  the remaining buildings, with the exception of the fish house, 
which was normally located a t  the shoreline. In order t o  construct several buildings 
for the fishery, a large clearing would have been required. The clearing observed in 
1984, approximately 100 meters (328 feet) long by 75 meters (246 feet) wide, an 
area of nearly 2 acres, could have been been the former building sites of the 
majority of the fishery buildings. Furthermore, lves describes the station as being 
located in a clearing of 5 acres, not covering an area of 5 acres (1847). 

The nearly 2 acre clearing observed in 1984 was very probably the location of the 
fishery. The presence of Aspen suckers, intermediate aged Spruce and the 60 t o  80 
year old Aspen follows a normal species succession for this area, which progresses 
from Aspen t o  Spruce to  White Pine. The absence of the White Pine in th is location 
is explained by the Mead Lumber Company operations in this area around the turn 
of the century. 

Feature 3, the fire cracked rocks, could be recent and not necessarily associated 
with the American Fur Company site. 

Conclusion: While no remains of  the American Fur Company Fishery activity were 
located offshore, there is a good deal of information yet t o  be  gathered from the 
[and site itself. Several possible building sites were located and it appears that the 
site i s  more intact than Rakestaw surmised in 1967. Further, the location where 
SISKOWIT, one of the schooners used by the American Fur Company to  transport 
fish, moored off Checker Point and eventually lost an anchor while wait ing out a 
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storm, is yet 'to b e  located. At miriimurur Zhe f ishery should be considered for 
norrrinatiori t o  t he  IWt io i ia l  Register of tiistoric: Places. 

WrighhL is land Fishe ry  

Histo r i (:a I Dac kgro11r I  d a rid Dosc r ip tic)I. II: t Iistori[: I7s kr iri y a ro LJnd Is Ie Roya I e ,  
~~ I . 
part icularly in Siskiwi l  Bay, b y  'first the  Northwest Fur Corripanv and la.ier the 
Am e r i(:a t i  Tu r C om i  pa r i  y has becri w el 1 d c x  11m c r i  ted: 

... It is .Ihe placc wherc [ l ie  IV West Co cised .to rurake -Lheir Fishing for  
For.[ William. There i s  an excel le i i i  h;irbor foi- [tie vessels  and i t  is 
there where t h e  largcsi Whitefish arc r:aughP i r i  Lake Superior .... 

(Rrriericaii F u r  Cornpany l..eHers, i.yruiarr W. Warren .to l i an isey  Crooks, 
I-ebruiiry 16, '1834). 

The eritiro Sisltiwii Day region was a Ikiytily sotig1i.L after fishing 1ot:ation. The 
locxtior) of thc American kur Col-ripany':; main fishery :it Checker  Poin.t is  Curlher 
eviclt'iicc! o l  t h e  excellerrl' i i s l ~ i r i ~ ji i i  Lliis arca. 

_.
I h e  Arriericari Fur Cornpany actively soughl  ai ier  arid hired Metis and Ojibwa .former 
urrrployecs of Lho Nor.l:tI Wcs l  Fur CornI-,at\y lor .Ctreir Is le  Hoyale base  of opf!raLions 
(Arnericari F u r  Ccrrnpany I.cllet-s 11K34-l ti135, New York t.iis.lorical Socie.ty CollecLicirr). 
Co r i le Iius Shaw r n  en  ti0 t i  s I t )  I! con ti rr 11a I r nov  i!rri ent 0.1: Iridi tl [ is ti ro i li id I sI e Koy;rte 
looking for emplcrymeni  :is f istierrneii iri -[tie late 'IU4I)s (July '13, '1847). Knowledge 
o l W r i11 11 i: I s I a rid' s  fa v o  ra b I e I: (Iridi l  io r i  s was, 61ndoIIbted I y ,  kn (3  w r i  to bot t i  t h e  IVIe t i s 
at id Ojibwa. 

The first rninirrg boorn 011 ! S I C  Royalc, frorrr 1843 to '1855, b r o u g h t  t he  f i r s t  skirge in 
t h e  populalion on the island. Among .those was Coriielius G .  Shaw. Skaw's  diary 
a lso rnakes frequent reference to a Docior Wright, who was on Ihe island exploring 
for copper deposi ts  (Shaw diary '1847). While no direct evidence has been 
uncovered to unquestioriably t i e  Ur. Wriytvt to the island, it i s  a reasonable 
ass II rri c io I I  111a P so r n  o con i iec iio r1 ex is ts .  I>us.[i r i  also s ug g ssts ii [: onn o(:t io n 
between 'the Eriylish prospector arid llre islarid ('IY46:722). 

Fisiiirrg act iv i ty  ciul of Wrigt i l  lslarrd i s  knowti to have occurred as  early as 'the 
'1850s. HenrV LcSage [a G r a r i d  Porrage Ojitiwa or Met is l  liar1 a job stoking 'the .fires 
under vats  cooking the oil oL1.t ol- siskowits. Ships ca r r i e  once B morith 'to pick up 
the barrels of oil, which was ,iheri made into a paitrt base (Ed I-loll-eo r a l  history, 
.frofur Cochrane, persorial coirrrnunica-tion ' lY8G).  Roy Obcrg repor.tod knowing tiler1 
who s a w  Ihe "trypots" used in .this operal ion (Rakestraw 'I Yti/b:24). A Captain 
Rogers is a l so  reported Lo h a v e  lishecl ou1' of Wright Island i r i  the '1860s (Rakestraw 
'IYG7b:4Yj. 

Seasor ia l  residency on t l ic jslarrtl was takiriy place by the 'I87Os (Dulurtr ~ ~~1IVcws 
Tribune '193'1). C o d f r q  Vodrey came to Isle Hovale in his leens as a part of t h e-__~ 
early mining operations a t  IVlcCargoe Cove, however by '1879 he was fishirig our of 
Siskiwi-i: Bav. Uuring the summer Vodray f i shed  out of Wright islarid arid wintered in 
Chippewa Harbor. t-Ie corriinued to  fish ou l  of t he  Wriglrt Island location on a 
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seasonal basis during the 1880s. His r ig consisted of ”30 boxes, 1,000 hooks” (Lake 
Superior tnterviews, 1894, National Archives, Washington, D.C.). About .this same 
period a small enclave of fishermen, and possibly their families and hired hands, 
were rendering siskowit and possibly sturgeon on the point of land direct ly north of 
the present-day fishery (Cochrane 1983:7). Frank Vodrey and Rassmuss Loening a re  
also reported to  have fished out of Wright Island during the 1880s (Rakestraw 
1967b:49). By 1893 Vodrey is reported t o  have moved permanently t o  Chippewa 
Harbor, abandoning the Wright Island site, after he became the fish inspector for t h e  
Booth Fishery operation (Glenn Merri t t  oral history tape, September 25, 1965). In the 
1890s both Mike and Sam Johnson were fishing out of Wright Island (Rakestraw 
1967b:49). 

In 1903 or 1904, the Merritts of Rock Harbor purchased Wright Island. While they 
chose not lo  live on the island, they arranged t o  tease the island t o  Sam Johnson. 
The terms of the lease provided that Sam Johnson would have sole use of the 
island for fishing operations. According t o  lngeborg Holte, a fish rendering station 
was stilt located on the northern point when she arrived with her family in 1903 
(Timothy Cochrane personal communication, December 1986). The other fishermen 
on the island were compelled to  move t o  other locations, abandoning their 
residences and associated buildings. 

While Sam Johnson may have held the fishing rights, a number of  relations joined 
him in fishing f rom Wright Island. Mike Johnson, Sam’s brother fished out of this 
location until the early 7920s. Mike’s sons, Milford and Arnold, fol lowed in the 
family tradition and were fishermen on Isle Royale (see Star Island Fishery, 
elsewhere in this chapter). Holger Johnson, another of Mike’s sons, fished for 40 
years out of Chippewa Harbor. Sam’s sons, Steve and John S., fished with their 
f a t h e r  for a t ime a t  various locations. Steve worked with his father unti l  t he  late 
1920s or early 1930s, when he moved t o  Duluth to  help John S. run their father‘s 
fish business, Sam Johnson and Sons (Timothy Cochrane personal cornmuncication, 
December 1986). Sam Johnson’s daughters, Alice and Ingeborg, married Charlie 
Purdy and Ed Holte, respectively. When Ed Holte arrived in 1929, he joined Sam, 
Steve, a n d  Charlie Purdy. Purdy fished out of Wright Island until the  late 1930s. 
Sarn Johnson fished out of this location between 1903 and 1941. Ed Holte fished 
with his father-in-law unti l  Sam’s death in 1941; Holte continued wi th  the help of  
hired hands unti l  the lamprey took their toll on the fishing. After the invasion of the 
lamprey in the late 1950% lngeborg assisted her husband with the fishing. Finally, 
Holte worked atone until 7971, when he too died. 

lngeborg continued t o  run her husband’s f ishing business with the help of  extended 
family and hired hands until 1980, when she too  stopped. lngeborg stayed on 
Wright Island during the summer months unti l  1984; since that t ime  her visits have 
been shorter and occur irregularly. 

Just after the turn of the century, when S a m  and Mike Johnson arrived, the present 
fishery location looked quite different than it does today. The known buildings a t  
the site included a residence for Sarn Johnson and his family, approximately 200 
feet northwest of the present Holte residence; a one-room semi-subterranean 
dwelling for  Mike Johnson and his family; a f ish house and  a net house. Other 
miscetlaneous buildings built by former inhabitants and recently abandoned 
dwellings, probably also dotted this area as well as the point  on the opposite 
shore. The Johnson families, and later the Holte’s, built, added on, and tore down  
various structures, recycling the lumber into ”new” buildings. Some of t h e  lumber 
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Research IVIethodotcigy: V i s t ~ i ~ lwalk i i ig  rt?(:oiiiiaiss811(:o~issai~(~~ 
~~~~ ~~ ~~~ ~ ~~ ..., ~ .~ . .... - of  Lhe f ishery s i le  w a s  
under L a  kc I I  i11 co Iij ti i i(:tio II w it h a s w III? 111i ng s 11 rvey o i f  s t io r  e.  1-0 ti r IIt i  11 d red IiI I  ea r 
-l'c.el of shoreline, diret;tly of fshore u.i' the r ) resen t  f ishery si'tu, was v isual ly  exarnined 
hy divers. The shorel ine in  the b a y  was also exarr l i r ied approxima-telV ' l /O rrrile 



L a k e  S u p e r i o r  

EARLY FISH REN 

H o p k i n s  Harbor 

JOHNSON/ 
HOLTE FISHERY 

CA. 1860 AND/ 
-OR PURDY RESIDENCE 


1/2  m i l e  

Fig. 6.10. Overview of Wright Island with the locations of the present fishery a n d  
historic fishing operations. Drawing by Toni Carrell. 

Fig. 6.11. The Johnson/Holte Fishery consis ts  of six structures, including a fish 
house and d o c k  (r ight) a n d  a n e t  house ( left) on  the  shoreline. NPS photo by James 
Bradford.  
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heyorid t t ie present f ishery site, Lo an areii adjacerii t o  a n  't1160s hahilation. I I I  all, a 
l i t t le bet-ter ttrari 'l/4 rriile of shoreline wiis ex;imitied I,y divers. 

Si-te Descrip.tion: The present  f ishery covcrs  approx~rnate ly3 4  of a n  acre. The s i te  
s~lructuresjnr;ludirig the pre!;unt I Io l te  rcsidcnce, a n  earlv Jotir ison 

dwallirig circa '1003, a geriera.tor house (fortnerly a cold sirjoker),  ne.L house!, f ish 
house a n d  ocrl-house (Fig. 6:I'I). Ari existirig crib c lock  iri k o n i  of tho f ish house t ias 
heen recorrl lv rtr?pairad. T w o  additi~inalc r i b  docks, orit! i [ \  f r o r i l  of Ihe net house, 
arid orie at-ourtd the  bay t)ehind the rict house, a r e  i i i  tieleriorated condirion. A trash 
dumping  area is locatcd imtuiediately behind the I-lolPe residcnr:c!. 

T w o  stiiall -fisliirrg b o a t s  rernaiir onshore al: the si te,  a herr ing skiff a n d  
do 11h Ie- e ncl e t i  g a s  boa-t. 1V 11rne i-(I t i  s mi isc e Ila I Ie (1u s i-le ins r? rc  scxttermi ii ro t i r i d  t h B 

Fishery. They inc lude net Iloats, LI srriii l l wiiicli, a11 etigino block, t)ericht.s, luirit,er, 
tables, a saw, a gri l l , 55--gal lon d r u m s ,  ii bird OOCISC,  a no[ reel, f ish boxes, catitling 
jars and bed f ran ics.  

S i.te An a Iys Is :  The exren ded Jo I I 11 so r i  .fa iiii1 I c s a re res po r i  s j l i  Ie for I:he [: o iI s tr II (: iio 11 
~~~~ ~ .. 

of al l  of t h e  L i i i i ld i i~gson rhe site loday  (Fig. 6.'12). Thev alsm cor is t ructet l  oLlier 
bui Idir i  'js tli a i we re ' t o r  I I  do w 1 1 ,  b(Irticd or re cyc: Ie d i I1 to exi s L i 11CJ ser ti (1.1LLre  s (Co (: t I r a I iG ?  

'I 98319). 

The earliest ex.lar1.i: Jot insoi l - huill: ramily s.trii(:Lui"e is 35 feet riurLh arid w e s t  o i  t t ie 
present IlolI.tl residenr:e (Fig, 6.13). T h i s  dwcl l i r ig  d a t e s  Trorri ( : a .  '1903 whcri Mikc  
and Sam Johrison m o v e d  Lhcir -families Lo Wriytrt  Islaiit l . Built by Mike .Johnson for 
his f a  rr Ii1y, 1tie ori 1.1ina 1 purlion of  tt I is se rri i--:;ii titc rr ii ri ea 11 hiId i rig is co r i  s I r ucted o f  
nolc t ie t l  logs. The  addit ion of A kilcticri on Lhc easteri i  side, sorrre,tirne butwccn 
'I920 and '19110, created i i f i  L-shapetl dwelijng (Co[;hrijt,e 'l983:'l8). Unlike -tho 
original room, Lhe aclrlitiorr is  [if frari ie r:oiisLi'iic:.tion. Cochrarie hypoihesi;.ed -tliat the 
i r regular i ly  in sizes oC [he mi l led  lumber suygcsted .Ilia[ t r iuct i  of was rcr:yc:lcd 
from other birildirigs ('1983:'I 8). The erit ire dwe l l ing  is covered w i th  ;I 

tarpaper-covered p i tched r o o l .  A t  s~ i rnc[loin1 in the past, [ ~ o s s i t i l ~when the k i tchen 
was added,  the doorway 011 .the t iorlt iwesl- c o r n e r  was boarded LIP. T h i s  building 
shows s ig i is  of tleLei-iora.i:ioii a n d  h;is not been u s e d  sir ice 1973 (7irno-Lhy Cochrarie 
per s o 11a I c o in tri u r i  i (:a L i c) n,  De(: E: rn t t!r 'I 9 86). 

Irnrriediately behirid the Mike Johrist in residence i s  an area 0.f leveled g r o u n d  where 
Sam Jolirisorr had b i i i l t  sleeping cabins some-tirne prior to 'I Y4l.  These w e r e  to rn  
d o w n  by Hol.te in t he  I S W s  (Cochra r iu  'I983:'lG). No evidence 0.l the s t ructures 
ex is ts  loday. 

Orie of .(tie two f ishing boals lourid o r i  the s i te  is l y i r ig  oi i  SIIOI-C i ipsidt? tlowri 2(1 
feet eas'l' of the Johnson bui ld ing ( t ' ig .  6.12). This  srriall .fishing vessel ,  local lv 
referred Lo as a her r i nq  ski[(, is in good c:andi.tiorr. Tlic vessel  is  approximately 'I 6 
feet long by 5 fee.[ broad a n d  t ias ;i f la t  transom aiid poiirled how. The slti l f i s  U 
feet west of a m a r i n e  railway. The rai lway, cx-i-uriding 4 feet otrt into tho water arid 
an addit jonal 'I 5 icel: up onto tlic shore, was  trst:d in c:oIijtin(:tion wi-th a srriall wiricli 

'to haul the boal up onlo Lhe shorc?. Tkc  wi r ich is 5 feet sout lr  of the ski-tf. 

Miscellaneotis i.terns consis t i r ig  o f  two tables,  a saw, Iuinlrer, tienc:hes, net .f loats, a n  
engine Iilock, fuel tanks, ii grill, a wringer  washer  arid tuh, and a wa'ter heater  are 
saarlered e a s t  of the  herriiig sl t i l f  a n d  i f i  front 0-i' .the Johnson residence. 
Examination alfshore of the  rnaririe rajlway area  revealed a r~ i iant i - tyof broken  chiria, 
t i r i  car is,  arid w i re  rope. 
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Fig. 6.12. Wright I s land  Fishery Base Map. Drawing by Toni Carrel1 
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Fig. 6.13, Origirial Mike Johnson dwelling built in '1903. The use 0.f saddie-notched 
logs ralhcr than milled lurnber i s  .typir:al of firs.[ generation Swedisti-American 
construction on Isle Royale. !\IPS photo hy James Bradford. 

fig. 6.14. The presenl Hollc residence, localed in the center  of t he  slle, has a 
cornmariding view of the bay,  The f ish hoirse arid dock were builr i r i  the l a t e  
1940s [UPS photo by Jarries Hrddford 
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The original Sam Johnson and family residence was approximately 200 fee t  
northwest of the M i k e  Johnson dwelling (Fig. 6.12). I ts former location i s  indicated 
only by a roughly square depression. This building may have been burned by S a m  
in the course of his irregular burning of the meadow. Later, the Sam Johnson 
family abandoned this building and moved into the "little house" that Mike Johnson 
had built for  his family. 

The present Holte residence is approximately 80 feet f rom the shoreline in the 
center of the fishery (Fig. 6.14). I t  was built by Steve Johnson, Ingeborg's brother, in 
the mid-1920s for him and his wife to  live in. The elder Sam Johnson moved into 
the house with his son and daughter-in-law, which was partitioned into three rooms 
separated by curtains (Cochrane 1983:9). 

This dwelling was remodeled twice, first in the la te 1920s adding a wing 
perpendicular t o  the original building, and again in the early 1930s, adding a 
shed-roofed bedroom room a t  the rear of the wing (Fig. 6.12). The front porch was 
added in 1935 by Ed Hoke  for his daughter Karan to  play in ( C o c h r a n e  1983:?5). 
The pitch-roofed dwelling, wing, arid front porch are a l l  constructed of notched 
logs. The shed-roofed rear room is nailed. The roofs are covered wi th  tarpaper. 
This structure is in good condit ion and, a t  the t ime of investigation in 1984, was still 
used on a seasonal basis by Ingeborg Holte. 

The existing fish house is located a t  the water's edge just over 30 feet in front of 
the Mike Johnson house (Fig. 6.14). The fish house, built in the l a t e  1940s, i s  frame 
and plank construction wi th a pitched roof. This building i s  built out over t h e  water 
and has a U-shaped  crib dock immediately in front of it. The building is in 
deteriorated condition wi th the east wall foundation permitt ing sagging of t h a t  side 
of the structure, and the roof on the  east side having a large hole. The crib dock in 
front of the fish house has been partially repaired by the National Park Service for 
continued use by government and private vessels. The submerged area inside the 
dock contained a variety of remains including paint cans, a barrel hoop, sheet rnetai, 
nylon rope, roofing paper, boards, rai ls,  wooden posts, and a n  engine piston, items 
clearly associated with commercial fishing activity. 

The second boat found on shore a t  the site, a double-ended gas boat, is 
approximately 38 feet east of the fish house (Fig. 6.12). This vessel i s  17 fee t  6 
inches long by 7 feet broad and was equipped with a motor amidships; the propeller 
drive shaft is still articulated wi th  the motor mount. Named SKIPPER SAM, she was 
built in t h e  late 1920s or  early 1930s by Charles J. Hi l l  (Reubin Hill's father) of 
Larsmont, Minnesota, for  Sam Johnson. This gas boat is unusual because it was 
built so recently; by the t ime of its construction double-enders had los t  out  in favor 
of vessels wi th a flat transom t o  more readily accommodate outboard motors 
(Timothy Cochrane personal communication, December 1986). 

Immediately forward of the skiff is another version of a marine railway, two 12 foot 
log skids are in place underwater t o  facilitate beaching the boat. On the vessel's 
port  side three iron or steel rails, similar lo the ones used in the herring boat 
raiIway, a re partially buried. 

The pitched-roofed net house is  located twenty-eight feet beyond t h e  
double-ender. This  slructure was built a t  about  The same t ime as  The present fish 
house, in the late 1940s. The net house i s  constructed of  vertically-laid logs up to 
the tops of the windows and doorways (Fig. 6.15). Above that, vertically-laid flat 
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boards are used. The structure is in deteriorated condition; the northwest corner 
has slumped off i ts vertical post footing and the north side of the roof has a hole in 
it. The northwest corner is now extending out over the water, which suggests that 
some erosion of the shoreline has occurred in this area.  Two bed frames and 
several canning j a r s  were found scattered around the net house. 

tmmediately in front of  the existing net house are the remains of one of the t w o  
deteriorated crib docks. The dock consists of two, nearly 30 foot logs laying parallel 
t o  shore (Fig. 6.12). Both logs show evidence of rope wear, presumably f rom being 
lashed to other logs in the crib, as well as ax-cut grooves. A number of small 
boulders are adjacent to  the logs. Offshore the artifact scatter in the area of this 
dock included broken crockery, wire rope, flat boards, and t in  cans. This dock 
serviced a former fish house, torn down by Holte in the late 1940s or  early 1950s 
(Cochrane 1983:19). Like the former net house, this structure was probably built in  
the early 1900s by the Johnson family. No evidence of th is  former structure was 
identified. 

Two additional small buildings exist at the fishery site. A generator house is located 
between the present Holte residence and t h e  fish house (Fig. 6.12). The frame and 
plank structure is shed-roofed and is in generally poor condit ion wi th  the roof 
slipping off of the supporting walls. The structure is 5 feet by 4 feet overall w i th  
the l ow  side of the roof on the north side and the high side on the south. The 
second building, an outhouse, is located approximately 40 feet southwest of  the 
Holte residence. 

The third crib dock is located in the inner harbor around the point southeast of the 
net house [Fig. 6.12). This dock, in deteriorated condition, consists of  t w o  rock-filled 
cribs. O n e  of the crib-sections is adjacent t o  the shore, while the second section is 
approximately 35 f e e l  offshore. The crib-sections are 20 feet tong by 4 feet 6 
inches wide and 9 feet 8 inches long by 4 f e e t  6 inches wide, respectively. The 
offshore crib, completely submerged In three t o  four feet of water, is without 
walkway planks, while the near-shore crib planks are in very poor condition. 

Reconnaissance of the offshore area by divers revealed, among other items, the 
presence of a quantity of broken crockery, t in cans, leather shoes, a wooden net 
float, and enamel cooking utensils and a coffee pot. The artifact scatter in this area 
reflecting domestic activities to  a greater degree than those artifacts found in the 
vicinity of the main dock. The artifact scatter around this dock extends, 
uninterrupted, approximately 30 feet beyond the end of the second crib-section and 
60 feet t o  either side of the dock. 

Examination of the entire offshore area for cultural remains associated with the 
fishery was hampered by the presence of a thick deposit of organically-rich silt. All 
observed artifacts were a t  least partially covered by t h e  silt and hand probing of the 
bottom suggested that the deposit i s  a t  least 12 inches deep (Fig. 6.16). 

An earlier net house was located just east of the crib dock in the inner harbor (Fig. 
6.12). This log building, probably bui l t  in the early 19OOs, was demolished by Holte 
in the 1950s (Cochrane 1983:19). No structural remains of  this building exist. The 
ground surface in the general vjcinity of it former location i s  uniformly flat, wi th no 
obvious elevation c h a n g e s  to indicate the building’s precise locarion. 

The small bay on the southwest side of Hopkins Harbor, locally referred to  as the 
inner harbor, may have also provided refuge for other fisheries. During a n  offshore 
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and his family moved to  Duluth. Sale of the island to  the 
have prompted that move. 

For t w o  years the fishery sat  vacant. After arranging to  
Park, in the Spring of 1938 brothers Arnold and Mil ford 
Island. When Milford and his wife, Myrtle, moved to  Star 
Milford Jr. and Frank. Over the next several years five 
Kenny, Arthur, Mary, Bob, and Norman. Arnold and Olga 
daughter, Yvonne. 

National Park Serv ice may 

lease th3 island from the 
Johnson moved to  Star  
Island l hey  had two sons, 
more children were born, 
had a son Ronnie, and a 

The brothers worked together fishing for herring, t rout  and whitefish. During the 
summer months they took siskowits for  eating and smoking. At that t ime siskowit 
was half the price of lean trout and the market for them strong (Myrtle Johnson 
1986). In the 1940s, wi th  the  boom in tourism a.t the various resorts, Milford and 
Arnold opened a small fishing and rowboat concession. It was advertised a s  a:  

Complete motor launch, rowboat and guide service for  guests at Rock 
Harbor Lodge, Belle Isle Camp, and Windigo Inn for fishing parties and 
trips to  scenic points. ... guide leaves boat and accornpanies party as 
guide on hike _.,. Fishing tackle is furnished for fishing t r ips (Johnson 
Brothers brochure, ca. 1940). 

When Milford Jr. was old enough, he too took parties out trolling. Pete Edison used 
his boat and also took fishing parties ouI for  the Johnson's (Milford Johnson, Jr., 
1986). The fishing and rowboat business operated until 1949; closure of the resorts 
and decreasing fish catches made continuing impractical. 

At points during this t ime Arnold fished only in rhe spring and fall, in The summer 
he worked for one of the lodges, repaired boats, and ran the concession. Milford, 
his son Milford Jr., and hired hand Olli Runnig, ran the fish tug JEFFERY for 
siskowits. By 1951, however, decreasing f ish catches had forced Arnold Johnson 
into another occupation and a move to  Two Harbors. 

Milford and Myrt le Johnson continued to  actively -fish out of the SLar Island location 
for  several more years. Sometime in 1955, the Johnsons went t o  Crystal  Cove to  
help Ern i l  Anderson pull in his nets when he became il l, Myrtle relates: 

I liked it, when I go t  over here. I said I'd like t o  be here. And he 
[Milford] kinda rode around with i t  [ for a while], .then he asked 
[Superintendent] Gibbs if we could move over here. And he said, 
"yeah, any t ime you want to" (Myrtle Johnson 1986). 

With approval f rom the Park and the knowledge t ha t  the Crystal Cove location would 
provide better fishing grounds, in 1956 Mil ford and Myrtle moved f r om Star Island. 
Following their move, Bob Janke occupied the Star Island location for  the 1956 
season. 

The historical description of the fishery is based upon photographs, interviews, and 
site investigations. Almost nothing is known of  the appearance of .the island prior 
t o  the arrival of Fr i tz  and John. Mil ford Johson, Jr., identified foundations on the 
north side of the island a s  the remains of an old log  cabin, presumably predating 

3Milford and Arnold Johson are not related to  Fritz and John E. Johnson. Milford 
and Arnold's father, Mike was not related to Fritz and John's father Ed, although they 
were contemporaries. 
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Olli Rurinig, ii hi red hand d i r r j ~ i ~ j.[lit! Ic34Os, (:leared a s i i ia l l  poir\L' oti t he  riorllicasi 
side (1.f .Llie islarid. Accord ing  to Mitl:ord Jolinsorr, Jr., Oll i used lo go there "to ge.L 
(Ireink". 3'lie farriilv referred .to this area as  Oll i 's Poit i t  (M i l fo rd  Johnson Jr. 'I9U6). 

0i fier fe  iiIII r e  s ,  ri o't s pet; i f  ica  IIy itl e ri ti l irxl L'I 1rou $1 I p ti CI i og Ti1 p 1.1 s or int c r v  i8 w s, ir! (: I ti (1 e 
a f lower and vegetable gartlerr a n d  a poss ih le  oul:liouse, borlr iii the  stJwtiwosLern 
hal f  of the islatid. Finally, a pattr circ:urr~i iavi! :~a~edl t i e  entire island. 
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Fig. 6.17. Star Island Fishery in t h e  early 1930s during the John Johnson occupation 
(view looking nor th-nor theas t ) .  The fish tug STANLEY is partially submerged a t  the 
fa r  right. NPS photo by E. C. Greyer. 

Fig. 6.18. Rear of fish house showing addition. The original structure, built of split 
logs is  markedly different in construction than the rear portion using milled lumber. 
NPS photo by C. R. Hurnberger, 1949. 
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Fig. 6.1 9. The riel house is t:onslrut:ied using simple anti expedient saddle-notched 
logs, rather than e Ia borate corrier r i  o t  c 1-1 i r i  y tet:t i  ri iq ue s t t i  ;1t t y p i fy .braditio r i  a I 
Soarrdiriaviari building. The use of logs, rattier -than mi l led  iurriber, is tvpical of f i rs t  
yerieratian Swedish-Arriericai~s on The nor-thshore. NPS phoio by C. R. Humburger, 
'I949. 

Fig. 5.20. Arnold arid Olga Johnson residence was located or1 a srriall poin.1 east o f  
.the f ish hotisc. I ts da le  or cot is i rucl ion is UriICiiown al-though it was a t  the site by 
1949 when iL w a s  phoLographctl. INPS photo  1)y C.R. I-ILimborger, 18/19. 
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archeological features, plott ing their locations, and preparing a brief description; 
when possible, feature function was identified in the field. 

Divers conducted 180 degree controlled circle searches, from an established 
baseline, immediately offshore of the fishery. The baseline was run adjacent t o  a 
historic dock visible from the surface. As artifacts or features were found, depth, 
distance t o  the baseline, and description were recorded by topside tenders via 
hardline communications. A rough inventory of the objects in the vicinity of the 
baseline was atso completed by divers, in order lo  develop an impression of the 
variety of artifacts in the water for a port ion of the site. Divers and snorkelers 
swam randomly across this area, simply not ing objects they s a w  on slates, bur 
without making an underwater map. The area covered exrended lo the end of the 
baseline f rom shore (approximately 30 meters offshore) and included the lake 
bottom for about 15 meters on either side o f  the baseline. Approximare coverage 
below the water ranged between 800 and 900 square meters. 

The fish tug  STANLEY, located in the channel between Inner Hill Island and Star 
Island, was photographed and preliminary measurements and a sketch completed. A 
cursory survey of the area adjacent  to the wreck site was m a d e  Po determine the  
extent of wreckage scatter and the nature of associated debris observed. STANLEY, 
discussed elsewhere in this chapter, will no1 b e  addressed here except insofar as 
some debris f rom the fishery is present in the vicinity of the wreck. 

S i te  Description: The southwestern end of Star Island still shows evidence of 
clearing and construction in association wi th  fishery activities. Much of the 
remainder of the island remains covered by dense trees and brush. 

A clearing on the northeast side, known a s  Olli's Point, i s  still evident. The fishing 
and rowboat concession area, on the east side, can still be identified. The 
foundations of the log cabin and the remains of  the gas dock can still be found on 
the north side of the island. The cribs f rom the gas  dock extend approximately 20 
feet offshore. 

The former location of Mil ford and Myrt le Johnson's residence was bulldozed and 
covered over wi th  topsoil. Mi l ford Jr's. small dock is n o  longer visible from the 
surface. Scars along the shoreline for  boat pull outs are present, and the clearing 
that encompassed the Johnson family residences, the f ish house, net house, 
sleeping cabins, too l  sheds, and out house is still evident. Foundations or leveled 
ground from many of these structures are present. Iris and lilacs stil l  bloom in the 
old f lower and vegetable garden. 

The d o c k  that serviced the f ish house is in deteriorated condition, but cribs are still 
visible just off share. Scattered artifacts extend into Lorelt Lane, nearly 100 feet 
f rom shore. 

Site Analysis: A total of  48 features, or clusters of artifacts, were identified and 
mapped during the site examination. Two additional features were added fol lowing 
the interview wi th  Mil ford Johnson, Jr., bringing the total  t o  50. All features and 
artifact clusters are identified in a base map of the site (Fig. 6.23). A combination 
key and table (Fig. 6.24) accompanies the base map and is a listing and brief 
description of all features noted, along wirh sizes and miscellaneous observations. 
One  column summarizes information f rom Mjlford Johnson, Jr., during an on-site 
interview in 1986. Another column includes comments that link together historic 
photographs, interview comments, proximity of features, and feature character or  

389 



390 




F e z  
Ni: . 

1 .  

2 .  

3. 


4 .  

5 .  

6 .  

7. 

e .  

9.  

1 0 .  

1 1 .  

1 % .  

13. 


c o r i c r e t e  and r o c k  
( 2 m  x 301 e a c h )  

C u t  i n t o  edse  of bank ( 3 m  x 4m) 

A g g r e g a t e  c f  r a c k s .  p e r h a p s  r e m o v e d  
f ro r r i  F e a t u i ' e  4 a r e a  

R e r t a r i y u l a i - c o b b l e  c o n s t r u c t  1m' 
s e t  i r i t n  n o r t h  s i d e  of l o w  n a t i i r a l  
r ' i d g e  m a r k i n g  t t re  t i i y l i e s t  e l e v a t i s n  
011 t i l e  ! r ; i and  

A s s o r t m e n t  o f :  p i p e  w i t h  t h r e a d e d  
e n d .  1 - i n c : ~d i a m e t e r ,  6 f e e t  l o n g ;  
l a r g e  ~ I - U I I  r-od; 1 1  1 8 - i r i c h  s p i k e s ;  
several n ~ t c h e r lt i m b e r s  

S k e g  w i t h  r ~ ~ - o p t ! l i e rs h a f  support 
2.5m l o n g ,  f c r  a (5 - i nc l i  r o n  p r o p .  
h' i i t t i  6 - i n r t :  b o l t : , .  P r o l i e  l e r  b e a r i n g  
o i a m .  i s  l . ' ? / l h '  

F e a t u r e  D e s c r i p t  io11*  	 A p p r o x .  M i l f o r d  Johnson  J r .  Comments 
S i z e "  R e m a r k s  8 / 2 3 / 8 6  

D o c k  f o o t i n g s  L-shaped i n  p l a n  

B ~ Ji 1 cl1 rig f o u r j d a t  i o i ls  (31))x 8m) 32m2 N e t  h o u s e  f o r  f i s h e r y  
based o n  p h o t o g r a p h s  

T w o  1 5  n k e c i  c 1 ea red  a r e a s  w i t h  u r ~ i : r e d8~ ~ 1 6 m 2  S 1 e e p i  ng " c a b i n s "  T e n t  f r a m e s  shown in~ 

f o u n d a t  i o n s  u i  l e s  p h o t a y r a p h s  

12m2 	 B a c k s i d e  o f  f i s h h o u s e  
s t o r a g e  a r e a  

1 m 2  P o s s i b l e  c u t h o u s e  

I s o l a t e d  l o c a t i o n ;  
~ o r o b .  c r i b w o r k  m a t e r i a l s  

Net  h o u s e  a r e a ?  	 I d e n t i f i e d  i n  photos as 
s t o r a g e  shed c a .  1949; 
P o s s .  l o c a t i o n  o f  n e t  
house i n  e a r l y  y e a r s ?  

N e a r  "net h o u s e "  ( s t o r a g e  
s h e d )  

A d j a c e n t  t o  t h e  M i l f o r d  
Johnson  r e s i d e n c e  

A d j a c e n t  t o  M i l f o r d  
J o h n s o n  r e s i d e n c e  

Adjacent t o  M i l f o r d  
J c h ns on  r e s  iden  c e 

A d j a c e n t  10 i v i i  i f  orcs 
J 011n s o  n r e s  id e n  c e 

F u n c t i o n a l  
A s s o c i a t i  u t i**  

Commerc ia l  f i s h i n g  

C D m r n e r c  ia 1 f i s h ing 

Domest 5 c 

Commerc ia l  f i s h i n g  


Unknown 


Unknown 


B u i l d i n g  m a t e r i a l s  


M i  x e d  

Unknown 


M i  x e d  


B u i l d i n g  m a t e r i a l s  


Unk 17 0 w n 


Domestic 


Fig. 6.24. Key To f e a t u r e s  identified during terresrrial and submerged survey a t  S tar  
Island. 
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contents, when possible. Assignment of a functional association of the object or 
feature wi th one of six general categories was attempted in the last column. The 
categories include: domestic, commercial fishing, rowboat and fishing concession 
(tourism), building or repair materials (potentially related to  any of t h e  first three 
categories), mixed, and unknown. 

In order t o  simplify analysis, Figure 6.25 indicates the several activity areas 
discussed above and identified during the survey. Specific feature numbers are 
included in the text only for identification on the base map and key. 

Rowboat and Fishing Concession. Located in a clearing on the east side of 
the island, i t  is approximately 20 by 20 meters (feature 31). The area includes: a 
large boat putlout (feature 34) that contains skids or slides and steel cable; t w o  
roughly rectangular cuts in the bank that may be where boats were beached, as 
opposed to  pulled f rom the water (features 32 and 33); an elongate man-made ridge 
(feature 30); and an assortment of trash or debris including metal sheathing 
fragments, wood, beer bott le fragments, stove lid, firebrick, foundation stones, soda 
can, boat fragments, and a ringer washer wi th roller. All of the debris is in a small 
depression. 

Both Arnold and Mil ford Johnson, Sr. maintained and ran boats  for  their small 
business. The debris associated with this area, not  surprisingly, reflects this 
activity. The steel cab le  is located where i t  may have been used with a winch for 
hauling concession boats. Building materials are limited t o  scraps of wood, firebrick, 
and foundation stones. The sma l l  depression near these items is probably a dump. 
The only i tems present that are anomalous to boat maintenance and possibly 
related t o  tourism, or t o  Olli Runnig, are the beer and soda bottles and Copenhagen 
snuff tins. Their identified absence elsewhere suggests that, if this debris is f rom 
tourist excursions and was not simply dumped into the lake, it was deposited near 
the southeast side of the area. 

Also present a t  the periphery of the site are the remains of several fish boxes 
(feature 28). These may have been used to  hold the catches of the vacationers who 
took advantage of  the Johnson Brothers business. 

Olli’s Point. This is a cleared area (feature 35) wi th  a l ight scatter of 
unidentified artifacts on the island’s northeast point. With nothing furlher known 
about Otti Running, it is  difficult to  observe much about activities. Based upon 
Milford J o h n s o n ,  Jr’s. remarks that this location was used by Olli as  a place to  get 
drunk, liquor bottles, either on land or offshore should he  present. 

Old Log Cabin. The 4 bV 7 meter foundations (feature 39) are the only 
evidence of the former cabin. No artifacts were noted in this immediate area. 
According to  Mil ford Jr., the cabin was either never finished or already deteriorating 
by the t ime of their move t o  the island in 1938. 

Gas Storage Dock. The remains of an L-shaped dock (feature 49) consisting 
of rock-filled cribs was identified in 1986 by Milford Jr. and later visuallv examined 
by Submerged Cultural Resources Unit personnel. The narrow shelf on the north 
side of the island provided an excellent location for a deep water dock, and cribs 
were found offshore approximately 30 t o  40 feet in 10 To 15 feet of water. 
Miscellaneous, unidentified artifacts, were observed in this location. Based upon the 
artifacts observed around other cribs a t  this location, and the proximity of this dock 
to  the rowboat and fishing concession, it can be hypothesized that the artifacts in 
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this area should reflect commercial fishing and some tourism. A small p i t  wi th a 
paint can (feature 38) may be a trash dump and an assortment of pipe, iron rods, 
spikes, and notched timbers (feature 7) may be either building materials for or 
salvaged materials f rom a crib dock. 

Milford and Myrtle Johnson Residence. This general area is more complex 
and includes a mixture of fishery and domestic features. T h e  Mjlford Johson 
residence, the fishery buildings, and the Arnold Johnson residence are t ied together 
in a 50 by 40 meter clearing (feature 48). For purposes of  this discussion however, 
it is separated f rom the fishery buildings and the Arnold Johnson residence simply 
on the hasis of domestic use. 

The major focus of this area is the residence of Milford Johnson, Sr. and his wjfe, 
Myrtle (feature 15 on base map, Figure 6.23).  The scar observed on site and shown 
on the base map is rectangular i n  shape, but Milford Jr. states that the house was 
T-shaped. This area was bulldozed by the National Park Service and covered over 
wi th top soil, effectively removing foundations. Adjacent to  the house is a deposit 
of mixed fishing and domestic debris including net sinkers, wire nails, burned bone 
and burned glass (feature 10). A second debris area is just south of the house and 
includes bits of  wood and wire nails, a concrete pad or block, iron fragments, heated 
glass and a bed f i t t ing (features 11, 12, 13). A woodpile of 18" logs is in the same 
area (fealure 14). East of the residence is a 7 meter by 1 meter area that is the 
possible location of an outhouse (feature 6). 

Immediately west of the residence, Milford Jr. identified the location of  a srnatl, 
shallow water dock, built in 1940 (fealure 50). This dock, used l o r  non-fishery 
activities, is no longer visible f rom the surface, and no underwater reconnaissance 
was made in this area. 

Simply identified as a "storage shed" in National Park Service photographs (feature 
41), remains of this small structure are northwest of the Mil ford Johnson, Sr. 
residence. Mil ford Jr. identified th i s  as a former net house area, however the 1949 
photograph of the structure does not support This. In addition, the i tems found in 
association wi th this feature, cut timber, rudder skeg with propeller shaft support, 
tongue-and-groove wood slats, and iron rods, support a storage area identification. 
The presence of the rudder skeg suggests this may have been a mixed domestic 
and commercial fishing storage area. 

A flower and vegetable garden (feature 22) i s  removed f rom t h e  main residence 
area, but should be included wi th  it. Its obvious t ie t o  domestic use precludes its 
inclusion with the main fishery area. 

Fishery Buildings. This area contains the f ish house, net house, dock, 
sleeping cabins, the residence of Arnold and Olga Johnson, and the offshore dock 
remains. It is the most  complex area, both in terms of the number of features and 
the scope of identified submerged resources. 

The fish house and log net house locations (features 4, 2) are identifiable by a cut 
into the edge of the bank and foundations. East of the net house, and behind the 
former f ish house location, t w o  poured cement pads are the remains of the sleepiflg 
cabins (feature 3). Behind the sleeping cabins is a clearing containing plastic and 
wooden floats (feature 17). Nearby are bits of rope, fragments of  net reels, a 
peaked roof structure wi th  a heavy cast iron pot fil led wi th " ta r "  residue and a 
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scct io i i  o f  p ipe (features '19, 211, 2'1). 
drving oC t ick.  

These are obviot isly re la led  Lo Itre repair and 

Ali . t t iaL  reinairis of the Arnold Johrisori rcsitJerice i s  a clsnrecl area w i th  a coticrete 
block ar id  rock fot.rndalioi\ (ieaiurc 25). Neartiy Is A t lcbris (Iepc~siL(:unlairiin!j y l  
wood, a wtheel frame, plastic: scraps, c:erainIcs, window glass,  l r i ~ y r ~ ~ e t i i sof ;I woad 
s'tove i ~ t i t lii lead sinker. Witt i  t t i e  exception 0.i' 'the lead sinker, all o.i: (he rem;iins are 
ohviouslv related t o  d o u i c s t i c  act ivi t ies. Anoi l ier  c iehr i s  area i s  further e a s t  frorri 
the h o u s e  arid (:oii.tains c'iri assor ' tn ie i i ' l  o l  wood plarikiir<g, ro t i i i c l  wire irai ls, brown 
pain-t [:ails, 21 sec t ion  oi' s l o v e  pipe, arid roof i t ic j  p a ~ i e r .  These i terr is are protiahly of 
mixed LISC. 



backers of the companies included S. G. Wright, John Belknof, C. M. Garrison, 
Charles Root, George W. Gilbert, I .  3. Wayne, and Hiram Walker, the well-known 
distiller (Swinford 1876:62). 

At the t ime the Minong Mining Company, and its sister companies, were organized, 
nearly a l l  of the land on Isle Royale was owned by the North American Mineral Land 
Company. Renewed interest in copper mining and better prices prompted the 
mining company backers To purchase 1,455 acres f rom North American in 1874. A 
year later t h e y  obtained t i t l e  t o  an additional 1,190 acres. By 1875 the Minong 
Mining Company had t i t le to  a l l  of the land in sections 22, 23, 26, 27, 34, and 35 
( lownship 66 north), plus much of the remaining lands west to  Todd Harbor 
(Swinford 1876:61). 

The lands purchased were described as being: 
... traversed by  heavy metalliferous belts and transverse veins, carrying 
copper, elevated one hundred and Fifty -Feet above the lake, and distant 
but an average of half a mile from t h e  cove ._.. The exploration of the 
company was induced by the discovery of a very large amount of 
ancient mine work, which had been done a t  some remote period in 
the past the date of which was antecedent t o  the traditions of the 
Indians, and by  a race who worked only with stone harnrners and fire 
(Swinford 1876:62). 

When the area was explored bV mining engineers and geologists prior t o  setting up 
the mining operations in McCargoe Cove, a large mass of copper was found in an 
open pit that had been worked by the prehistoric Indian population. Swinford 
estimated i ts weight at 5,720 pounds and described it as showing signs of "ancient 
hammer marks"( 1876:62). 

Mining operations began in June, 1875, and were, by all accoums, immediately 
profita bte. 

They have worked f rom t h a t  t ime [June] to  the middle of November a 
daily average of forty men, and have shipped t o  Detroit 54,287 pounds 
of mass  and barrel copper, and adding to  this the 5,720 pound mass, 
spoken of above, which came f rom the same open cut, they have 
60,007 pounds, producing 88 percent ingot, leaving a t  t h e  mine over 
three hundred tons of very rjch stamp rock (Swinford 1876:62). 

When Emmett Hoyt Scott arrived a t  the mine in 1876 the operation had expanded 
considerably. 

I visited the  location again a year la ter ,  and Mr. Davis had continued 
his work in The ancient workings and had probably worked over t w o  
acres and had deepened it in several places (Scott ca. 1924:164). 

The mining operation was successful for a .Few years; however, by the la te  1870s 
production began t o  fall off. The quality of stamp rock being produced was yielding 
only 1-1/2 percent copper. This was too  low a percentage to  be mined, stamped 
and transported profitably. A reference to  Isle Royale's prehistoric mines was found 
in a contemporary newspaper account, "the ancients got t h e  juice and left us 
moderns little bu-t the acrid rind t o  nibble at" (Ontonagon Herald 1879). 

Jacob Houghton, the well-known Michigan geologist, later remarked in a letter that 
the: 
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the operation of the mine were located (Mcluckie 1976:3). McLuckie was unable to  
locate any physical remains of the town or the ore dock found by Rakestraw. 

The entrance t o  McCargoe Cove was examined by Park  Ranger Ken Vrana on several 
occasions between 1982 and 1984. In 1984, Vrana and park volunteer Scott 
McWilliam conducted underwater reconnaissance surveys in the area adjacent to the 
present National Park Service dock. 

Intrusions and Data Limitations: Edgar Johns reported that a few years after the 
site was abandoned by his father and his associates in 1885, there was  a forest fire 
that burned the area of the town, the cemetery and much of the surrounding 
wooded land (Johns 1965). The only building reported lo have escaped was the 
blacksmith shop. The McCargoe Cove area w a s  not affected bV the 1939 burn, 
which destroyed nearly 1/3 of the forested land on the Island. 

The present NPS dock was installed in 1957. Dredging operations accompanied 
these activities and damage t o  the general landing area occurred. Since that date 
prop wash f rom boats arriving and departing from the McCargoe Cove campground 
using the present NPS dock have caused surficial erosion of the soft silty bottorn, 
impacting cultural deposits associated with this area. Further damage t o  the area 
occurred in 1983 when the it was again dredged. 

In 1964, Oshkosh Public Museum divers examined a port ion of the mouth of 
McCargoe Cove. They discovered, and later as privale individuals, removed a "hand 
forged" iron folding stock anchor approximately 4 fee t  in height circa early 1800s. 
The anchor was donated t o  the Oshkosh Public Museum. These divers also 
collected a variety of historic artifacts f rom around Birch Island, possibly from the 
Captain Francis Fishery site (Robert Hruska personal communication, November 
1986). An unsuccessful effort was made by t h e  National Park Service t o  have the 
artifacts returned to  the park. 

Site Location: McCargoe Cove is located on the northeastern side of Is le Royale 
(Fig. 6.1). The  entrance to  the cove can be reached by traveling f rom the northeast 
end of Todd Harbor, passjng Hawk Island, a distance of approximately 6 miles, or by  
traveling southwest Through Amygdaloid Channel, approximately 2 miles beyond the 
National Park Service Ranger Station. Todd Harbor, Hawk Island, Arnygdaloid 
Channel, and McCargoe Cove are a l l  geographic place n a m e s  that are clearly marked 
on both USGS topographic maps and NOAA nautical charts. 

McCargoe Cove is a narrow inlet approximately 2 miles long tha i  is, on average, 300 
yards wide. The site of the  town  of Cove, the Minong Mine features, and the 
present NPS campground and dock are al l  located a t  the southwestern end of the 
inlet. 

Administrative Status: Minong Mine and a l l  of its associated features are included 
in the Isle Royale Cultural Sites Inventory and are recorded by the State of Michigan 
as site number 201R24. The historic t own  site, called Cove, and the ore dock 
associated with the town  are included in the Minong Mine Historic District, 
nominated to  the Naljonal Register of Historic Places in May,  1976. A wharf located 
at the mouth of McCargoe Cove, referred to  as .the Minong Mine wharf, Is included 
only in the Park's interim Cukural Sites Inventory a s  an  u n d e s i g n a l e d  site, n u m b e r  
U-3  (Maass 1984). 



.. . Al otig I he  tri b Lila ry Lor Ct i  i (: kc t i  h o  Iie C rcckll a p proxir n  ale Iy ha1 fway 
tie-tween 'the mining si-te a r i d  IVlcCaryoe Cove, is a .formet- log dam. 
t3uil.t in i k e  1070s, . the darri i s  ~;oi~~str i i~; te t Iot t)olh lull cedar logs arid 
soine tap-jointed log sc!c:~lioris. L l i r l i l  t l tc !  spririg of 'I 974 when a beaver 
dam btiit-l- on l o p  o l  i l  caused .. i t  Lo break, I tre dilm rernained almosP 
i r i iact,  

Apf.)roxitrra-tuly 750 feel: east of .(tic log d a m  a w  [ l ie  ruit is or the 
iour ida l ior i  of a steatn-powered s ia r r i p  r i i i l l  ._. .  Across -C-rorn [t ie starrl[) 
mill is a large area of bare ground.  I t  i s  poss ib le  t l i a l  Lliis is the s i te  
o i  t iorse s- lables .... 

Ai- WIcCargoe Cove, ; ipprox in ia te l~  200  'feel- s o w t i  o i  -the present 
National \ l a r k  Service dock, Rakostraw located h e  rarriairis of a n  ore 
dock, which were r i o t  visible i r i  '1915 .... l .here are riui visible ru ins of 
.[h 8 se C t I  e r n e r i t ,  w t i  i(: 1-1 (: o r i  s i s L ed o i: a w a re  i-1 o u s c,  of li ce b ui Id I f 1  9 ,  s tore 
a r i d  11 CI rite 1-0 us dwe1I incj s ( W l c  I-CIc liic! '1 97  6) .  
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Fig. 6.26. Generalized site map of Minong Mine operation. Drawing by Toni Carrell. 
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Fig. 6.28. Locat ion  of historic wharf  aiid warct iouse built in I H70 a t  .tho trroull\ of 
McCargoo Cove. Drawirry by Toni Carrtt l l . 
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Site Analysis: The most  prominent features inside the mouth of McCargoe Cove, 
a n d  one that has been recorded by the park as an undesignated site, are the 
remains of a large wharf (Fig. 6.28). The wharf, along with a large warehouse, were 
built in connection with the Minong mining operations in 1875. Photographed by F. 
W. Childs, the wharf was readily apparent a n d  sti l l  partially planked over in 1937. 
While it is impossible to determine whether t h i s  was original planking, or a later 
repair job done by local fishermen, the materials used for the job were quite 
surprising; old freighter hatch covers (Fig. 6.29). 

The cribs associated with this wharf were still protruding above the surface of the 
water as recently as the 1950s (Fig. 6.30). The cribs for  the wharf are about 30 t o  
40 feet off shore, and each crib i s  approximately 12 feet square. The original size of 
the wharf was probably close t o  60 feet wide and extended 40 feet f rom the 
shoreline to  the deepwater side. When Maass recorded this site in March, 7984, she 
noted that while the cribs no longer broke the surface, they were slitt visible. 

Rakestraw reported " r a t  the Oshkosh Public Museum divers found a cargo of 
machinery in the narrow entrance to the  bay in 1964 (1967:45). On three separate 
occasions between 1983 and 1984 Park Ranger Ken Vrana, accompanied by another 
NPS diver, conducted reconnaissance surveys a t  the mouth of McCargoe Cove: the 
purpose of  these dives was maintenance-related. Vrana observed some of the 
same materials reported t o  by the Oshksoh divers 20 years earlier. Iron machinery, 
pieces of wheels, broken china or  other utility ware, plus a kedge anchor dating 
f rom the period of the mine are present (Vrana 1983). There was no evidence to 
suggest that the remains represented a cargo of machinery, rather they may have 
been discards or, in the case of the wheels, used t o  attach markers to  indicate reefs 
in the entrance. 

Investigation of the area offshore from the historic t own  site revealed the presence 
of t w o  previously unrecorded docks (Fig. 6.31). The larger o f  the two  docks, 30 t o  
35 feet in length, runs parallel t o  the shoreline and was constructed of rock-filled 
cribs 8 t o  10 feet on a side. The timbers used in the construction of the cribs are 
fastened by wooden dowels, both round and square spikes and large steel drifts. 
The deepwater side of  the cribs are approximately 20 feet f rom the shore in 10 feet 
of water {McWilliam 1984). 

This dock was probably the utility dock used by the town  for loading and unloading 
passengers and miscellaneous freight. Scott (1924:69) refers to a dock "of 
sufficiently large size" a t  the town site; the dock described by McWilliam is probably 
the dock :hat Scott  mentioned. The presence of a historic dock in the location of 
t h e  present NPS dock has been confirmed by Bob Janke ,  The long t ime 
maintenance worker a t  the Park observed the remains of a dock in 1954, prior to the 
1957-58 construction of the present NPS dock (Janke personal communication, 
March 1987). 

A second, smaller, dock was found just north of the utility dock. Located in water 
that is not  deep enough t o  accommodate any but very shallow draft craft, this may 
have been a secondary docking site. Cribs, constructed of dove-tailed togs pinned 
by spikes similar to  the utility dock, are in deteriorated condition. 

The town  of Cove consisted of a t  least a warehouse, store, boarding house, office 
and more than a dozen log cabins, was reported t o  have burned sometime between 
1880 and 1891 (Rakestraw 1967a:45). During Rakestraw's reconnaissance in 1967 
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and later dur ing . the survey bv WI<;Lulcie iri 'I!&'G, n o  r e m a i n s  or .foundations from the 
.Cowti wore located. Iri  'I9H4. IVIcWiIIiarn anti UratIa dist;overetl soveral four idat ior ls on 
shore i r i  thc same area as Llic! clocks. Two stri.rc'i.ure fouridtrtioris, 14 feel by 20 f e e l  
arid 20 fee t  by  20 feel w e r e  riocutrrented i n  a sketch map. 

'The ore dock . t l ia t  Hakestraw reported i r i  'I967 a s  he ing 2(10 fee( soutl i  of (.tie 
preserit  NPS dock was no t  rolocatcd by IVIc:l~uItie i r i  '1976, nor were the  reinailis of 21 

dock in t h x t  toca l i r i i i  -found tiy Vra i ia  a r id  NIcWiIl iarn. The repor.ted location of .the 
ore dock may be erroneous it:; tVlcWilliarn and Vraria fourid ihe remairis o.f a n  early 
dock  jc1s.t a few 'feet nortlicl;rst of  I f io  prcscnt NPS dock. Tlic prop wash frorr i  Iht! 
visits of .[tie large Ferry VOYAt iE i i  II have [:reared il riauur;il l e s t  p i t  adjacerri Lo ltie 
preserit  dor:k. l r i  that "tesl: pit", IVIcWilIiarii ;rrirl VrarIa iour id dove--tai led tin-tbers a n d  
pins (IVlcWiIliarn 'lYU4). When [he preseii.1 NPS dock wiis corrsiructed i r i  'I 957, tht3 
dredgirrg and si'tt. preparal- io i i  activit ies deslroyed trruct i  of the old ore dock. 'Phe 
s i l t  i r t i n i  C l i i ckc t i bone  Creek I i l t i s  o u t w a r d  fl-orrr I t s  r n o c r l t i ,  creai i i iy a small del ta .  Iri 
order to create arid rriaintait-~ su(fic:ic?rit w a ~ e rdepl-11 around the present IVPS dock ,  
re inova l  o i  [he s i l t  t)trild...up was ricr:cs:;ary, Ucsy)i-ce t lredgi i iy iri 'I 957 and agai i i  in 
lc383, i i  wide variolv of l i is lori i :  r i ia~t:rials assot:iaLed wi.kti ihe rriinc rerriairi i r i  t h e  
v e r y  s i l ly  h I L o i ~ i .  

The rernai t is  of l l i e  old ore d o c k  alor ig wdh the area surrouridirig t h e  present NPS 
dock, should h e  dor:~irncriLed. Dredgirig i i i  this loca.Lion s l ~ o c i l t lbe protritSted tiri.til 
.tile si l t .  is inve.si igaled. Imp;ic:ls frorri lht! prop wash .from VOYAGER II will have t o  
be reduced as m u c h  as possible LLitnitirig tlre amounl: oC 'tiruie the  prop i s  ac.LuaIIy 
luriiirig wtiile t t ie  vesse l  is  i1.1 [tie t l oc l c  is oilc alternative. 

i:; i o Y ic Di s.l:r ic L is (: Ie i.1 I-Iv s ig r i  ihc a r i  't, ha s e (1-1- l ic Ia II d [I ort i or i  (I I i 11 e IVIi IIo ny IVIir i  t! I ~ i  
upon Natioriai R c g i s t c r  of I i i s i a r i c  Places (:ri.Leria. What is n o t  as clear, i s  t l r a l  Ihe 
ur i  cJ erw a Ler a reas asso (; ia te  d with 111 i s  dis t  r ic t  a re e q(Ia Ily s i CJ r i  i i-i(: a 11 L .  1Iit! In i r i  ir ig 
operaLion was establ is l red a l  the lucalioii of prehistoric copper  mines.  The 
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possibility of remains, from the prehistoric period through the l a t e  18809, could 
prove t o  be among the most significant t o  be found on the Island. Their scope 
potentially includes prehistoric pottery and hammerstones, late Nineteenth Century 
mining equipment and tools, as well as  the 'refuse' from the town  of  Cove. The 
majority of the discards found offshore are f rom a population of 300 men, women, 
and children, whose lives revolved around mining and survival in a wilderness 
frontier. Those remains can provide us insights into a tifestyle and an era that 
would not otherwise be available through examination of similar land sites. The 
historic district is a strong candidate for  the development of an inlerpretive 
brochure to  guide interested visjtors. 

Island Mine Town Site, Powder House, and Wharf 

Historical Background and Description: In the early 1870s, the North American 
Mineral Land Company sponsored several copper explorations t o  Isle Royale.  
Samuel W. Hill, an experienced surveyor, was hired bV the company to  examine high 
probability areas and report his findings. As a result of his discovery of prehistoric 
Indian pits and copper bearing rock near Siskiwit Bay, the company se.t up a n  
operation in that vicinity. This company may have been backed by Quincy Mining 
Cornpariy capital, because the presideni. of Quincy Mining served a s  both a s  
secretary and treasurer of the subsidiary of American Mineral Land Corporation, the 
Island Mining Company (Daily Mining Gazette 1969). 

The new operations on Isle Royale evoked a great deal of interest in the region, a s  
evidenced by a newspaper account a t  that time: 

[Headline] Explorations for copper will be conducted in Isle Royale 
Island and strong financial backing is assured Concern has just 
been incorporated and papers have been filed in Lansing. 

Of great interest t o  Keweenaw C o u n t y  residents is the news f rom 
Lansing, which says that the Island Copper Company [sic], a $1,000,000 
corporation, has filed articles of incorporation with the secretary of 
the State of Michigan. The offices of the company are a t  Houghtan 
and Duluth, and it's operations wil l  b e  confined to  Houghton and 
Keweenaw Counties, Michigan. . _ _  The company is capitalized at  
$1,000,000 divided into 40,000 shares at  $25 each. ... It i s  believed 
that the majority of the incorporators are temporary directors. When 
the organizarion of the company i s  perfected, t h e  real backers of The 
enterprise wil l  come out (Keweenaw Miner, March 19, 1872). 

In the fall of 1873, a t own  was laid out by the Island Mining Company, and work 
began in earnest for  the construction of roads, dwellings, shops, a warehouse, 
powder house, stamp mill, tramway, sawmill, and a large wharf. It was reported that 
nearly half of the  annual production of the Ashland, Wisconsin lumber mills, 
approximately 400,000 board feet of lumber, w a s  purchased by the Island Mining 
Company and taken to  Isle Royale for the ambitious construction project (Rakestraw 
1967a:40). 

Glenn Merritt recounts how his father, Alf Merritt, was involved in the construction 
of roads and exploration for  copper around the island a t  This Time: 

. ._ the next t ime [my father1 went t o  Isle Royale was in 1873, when he 
had laken the contract to  build about t w o  miles of road from the head 
of Siskiwit Bay up to  what was known a s  .the Island Copper Mine. 
This took him almost 'til l snowfall ... to  complete as much as they 



could .... I think i.t was r ight  aroutid Thanksgiving ,t ime wtierr they  
decided Itiev'd have t o  gel  oirt of there .... TheV coulcln'P ctirriplete the 
road so they had L-o Icavc! in '11i73, tlial: fall, and sail back lo Duluth in  
a Mackinaw boai  will1 his eleveri rrieii. Then he c a m e  back the ricx'i' 
year, i n  1874, .to cotnpleLe this road s o  they cotild haul .[lie machinerv 
up Po -the loc::ition or clairri where they  w c r c  go i i i y  .LO prospect for 
copper. 

The rni i r  e F I  ti uris I1etl Co r a few ye  ii r s  ti  r i  dc  I- Isla  11d Mi t i  irig C (I I r i p a  r i  y pro pri t'Lo rs IIi 1). 
Three slriirts were eventual ly laid clowti goirig t o  d u ( i t l i s  ot 250, 'l5(1, arid 50 feat, 
r es [I ec 1ivf! Iy. Uv e ra I I, i: t i  c! rn iri i t 1 y o per :i L io 11 was c t i  e s c: (: o r \  ( A  Ia rg  e s L I-,rod II I:e r o I. 
copper 011 [ t ic is land.  BeLweeri 'I i374 aIrd 1871i the c:laitri [ i rod i icot l  2'13,345 pot. ir i t ls 
of rel i i iet l  cof )per  (Butler a r i d  Uirhatik '1929). 

In '1873, a t  the savrie titrie t h a t  tthe IsIciii(.i Copper  C o i n r ~ a i i y  was gear i t iy  up for 
produt:,tion at Isle ROV;kle, ,the copper  niiibiiiq itrtlusl-ry was we;rkeriiriy. The pr ico of 
copper t)egari a sl-eiId\/ decl ine. In 1876. a t ire dcstroyetl IIIUL:II of the wharf, above 
the waler line, arid swept u p  the road iow8:ird .[tie se'ttlsirieriL. Sarah Chris-tiati, t he  
youtig wife of the rni t ie superit iterident, ri?por-l:od on .[he e x i c n t  of ,the .fire in  a 
prjvalelv publ ished rerriiriis(:ence 0.f her l i f e  a t  the mine dur ing  1874 and  ' I875 

.,. While we were a t  service in our l i l [ l t l  c:liurt:h, orre of [tie rner.1 carrrc 
i r r  ... a n d  said, " ' l lw dot:k i s  on f ire arid everv r i i i i t i  l rcre i s  asked .to go 
to 'the rescue." All with one accord responded.  .._ Wtierr w e  arr ived 
wha't an  appall ing p ic tu re  w e  ~OLII IL~. Wlcri black wii l i  s m o k e  a n d  sweat ,  
eves bloodshot ,  breath  coining i r i  gasps. I t  was awliil! ... Al l  0.t our 
off icials were there directing, work ing  b y  lhe s i d e  of tlbe meti. They 
were f iy t i l ing to keep (fir! f larrios awi.iV frotn [he  powtler rnagarit ie. ,.. 

The men in command,  realizing this w a s  to  b e  a big i ig t i i  of iride.Firii.te 
IetirJCIi, organized l h e  rrrcti in to  shif ts ar id s e r i l  tioirro for a tew t ioi irs 
of rest,  sleep, arid food Lhose who were r1ios.t e x t h i ~ ~ ~ s i e t f .  

It was 'two days arid i i ig t i ' i s  of hardship and ter ror  ... for the rrieri who 
liad .to make t h e  pt iysical effort to f ight l l i e  fire arid I iope against  tiopt" 
h e y  rrriglii: stop i ts  .further progress .... The o ~ l vroad  ow[ was a l  l t ic  
whar f  a n d  -the f ire was roaring l i p  t h e  road rhrough the wood!; r ig l i t  
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toward our Location. The only [other] way out was a trail t o  the 
north, a mere footpath winding through the pine forest .. ._ 

By this time the roar of the .fire was warning us of i t s  nearness and 
blazing embers blown by the wind fell on our roofs and into our 
woodpiles .... Smal l  boys helped ... keep the roofs cleared a n d  pulled 
[the embers] off  the woodpile a l l  over the Location. ... We knew we 
must very soon start on our march [into the woods1 or the f lames 
would overtake us .... This was Tuesday afternoon. ... then the only  
thing that coutd save us came rain. ... The rain came down in 
torrents and lasted a l l  through the night and the next day, and ended 
all menace of fire (Christian 1932:36-41). 

The combination of the fire, the downward trend in copper prices, a n d  declining 
quality of copper being mined from the settlement, resuited in a loss of  confidence 
by investors In the mine. The Portage Lake Mining Gazette reported that all work at 
the mine had ceased as of September 23, 1875. The Island Mining Company 
cancelled contracts for  supplies, materials, machinery, and even offered their tug, 
MAYTHEN, for sale (Rakestraw 1965: 14). 

Ironically, a [egjslative act creating the new county of Isle Royale, wi th  the town site 
a t  Island Mine being the county seal, was enacted on March 4, 1875, just 6 months 
before the company ceased operations (Dustin 1946:699). 

The fol lowing Vear, 1876, the mine was leased to the Island Tribute Company who 
set up a small stamp mill. This company stamped rock that had already been mined 
and did not engage in further excavation. This operation was short-lived and was 
atso put out of business as a result of a fire. In 1879 at t  operations a t  Island Mine 
ended. 

While little or no physical remains exist a t  the town  site, both Sarah Christian and 
Kate Eliza Knowels-Conary have provided first-hand information about the sire. 

[Our] house was a story and a half frame house. I t  had, along wi th  
the boarding house, the distinction of being the only frame house on 
the mine, though I had rather hoped f o r  a log house. ... The company 
store was very abundantly stocked wi th  al l  in the way of sa l t  meats, 
fish, and such canned vegetables as were available SO many years 
ago. [In addition beef1 was hung in a cold shed. 

We had a l i t t le  building used for school weekdays and for worship on 
Sundays, and for the midweek prayer meeting. ... [and the doctor's] 
abode was in rooms back of his  office, which was a comfortable log 
cabin (Christian 1932~6-77). 

At the foot  of the hill was what was called "officer's row." ... Then 
there was another row  nearer the  mine called "miner's row." The l i t t le 
houses were there. ... There w a s  a l i t t le school with about 25 children 
attending. _._[Once] there was a big explosion a t  the mine. And in 
this little cemetery these men were laid to rest. A rickety fence was 
made around the  l i t t le plot. ... There might have been about six or  
seven men killed. ... When w e  left Chicago, we came over on the  
MANISTEE. We were nine days on the Great Lakes. ... I t  was a big 
one [wharf]  a t  Siskiwit Bay (Conary 1939). 
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during the 1920s and 1930s by local fishermen, a common practice on Isle Royale 
(Rakestraw 1967a:41). 

The 1936 fire, which destroyed nearly one-third of the island, may have also swept 
through the area of the town. Reports of the exact path of the fire are confusing. 
If the fire did come through this area the resutting destruction, when combined wi th  
the removal of lumber by fishermen, would have effectively eliminated most  of the 
surface structural remains of the t0w.n. 

Si te Location: Island Mine and i t s  associated features are located in the northwest 
corner of Siskiwit Bay (Fig. 6.1). The powder house can be reached by traveling in a 
westerly direction f rom Point Houghton toward Senter Point, a geographic place 
name clearly marked on USGS 15 minute topographic m a p s  and NOAA nautical 
charts. The powder house is on the northeast corner of the point and is recorded 
as being within Township 64 North, Range 37 West, Section 34, NW 1/4, SW 114 (Fig. 
6 .32 ) .  

A small cove, locally known as Carnelian Beach, separates the location of  the 
powder house from the mine, town site, cemetery and wharf. These latter features 
can be reached by traveling northeasterly across the bay f rom Senter Point, a 
distance of approximately 1 mile. The mine is recorded in Section 29, N 1/2,  NW 
1/4, NE 1/4, and the cemetery is recorded in Section 28, S 1/2, SW 1/4, NW 1/4. 
The town site is recorded as  being within T64N, R37W, Section 27, S 1/2, SE 1/4, 
NW 1/4. The historic wharf i s  clearly visible just beneath the surface of the water 
below the town  site. The town site can be reached by walking up a well-defined 
road, a distance of approximately 350 feet, t o  a broad f l a t  terrace. 

Administrative Status: Several of the cultural features associated with the operation 
of Island Mine have been identified and recorded by the  Park and the State of 
Michigan. Island Mine, the town site, and the cemetery are a l l  included on the Isle 
Royale Cultural Sites Inventory. They are are recorded as archeological sites 
numbered 201R11, 201R8, and 201R12, respectively. The powder house a t  Senter 
Point Is l isted as U-42 on a park maintained list of undesignated sites (Maass 
1984). The historic wharf associated with the town is not specifically included in 
the archeological survey form, nor is it included on the classified structure field 
survey or historic structure work sheet; t he  latter t w o  are internal park documents 
(Cellar 1975). None of the sites are included on the National Register of Historic 
Ptaces. 

Research Methodology: NPS divers examined an 80 foot wide corridor, down to  a 
water depth of 10 feet, immediately offshore of Senter Point. Coverage extended 
from the extreme northwest side of the point, around the tip, t o  the southwest side. 

A diver survey was also conducted immediately offshore of, and directly adjacent to, 
the historic wharf below the town site. The  shape of the wharf determined the area 
of diver coverage that extended out 15 feet beyond the extant remains and down to  
a water depth of nearly 20 feet. 

Site Description: The remains of the Island Mine powder house are on a small 
peninsula, surrounded by a dense undergrowth of shrubs and small trees (Fig. 6.33). 
The sandstone Structure covers approximately 840 square fee t  and i s  t h e  on ly  
building a t  The site. No other features or artifacts were found on shore. 
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The extant remains of the historic Island Mine wharf consists of  32 cribs in the 
shape of an ’I”.The overall dimensions of the remaining cribs are 360 feet by 36 
feet on the long side and 155 feet by 35 feet on the short side. The extant cribs 
begin approximately 55 feet offshore in 5 feet of water. The long side of  the crib is 
on a true bearing of 155 degrees, 

The only evidence of the former location of the town is a large broad flat terrace. 

Site Analysis: The powder house is in poor condition, with no roof and the walls in 
various states of deterioration. The 40-fool 6-inch by 20-foot 8-inch structure is 
constructed of native sandstone. The 2/3 of the east facing wall is missing; it 
stands only 4 f e e t  9 inches high at its highest point. The north wall is in good 
condition and is a full 12 feet high along most of its length. The south and west 
walls are also in good condition, reaching a full 12 fee t  in height along most  or their 
lengths. The building has only one door, which is on the north wall. It is 4 ieet 
wide and 7 feet ta l l .  The original door and frame, made of cast  iron, i s  s t i l l  on its 
hinges. The 3 foot  by 6-foot 5-inch door is in a n  excellent state of condition. 

A road from the historic Island Mine wharf serviced the powder house location (Fig. 
6.32). It appears, however, that the road was only a secondary access roule f rom 
the mine and town. The primary access was by boat, less than one mile across 
Carnelian Bay. Evidence for the waler route being t h e  prjmary access is provided b y  
the powder house structure. The only door faces north, toward the shoreline and 
Carnelian Bay, rather than  west, toward the road. Water transporl of the unstable 
explosives used a t  that t ime would have been safer than carrying it several miles 
over a b u m p y  dirt  road. Further, examination of the rocky offshore area immediately 
in front of the powder house door resulted in the location of numerous iron spikes 
similar to those used lo  pin logs toyerher to form cribs for docks. The presence of 
these spikes strongly suggests that a small dock was built on the north side of the 
peninsula t o  facilitate loading and unloading of explosives. 

The offshore survey of the north side of Senter Point resulted in the discovery of 
numerous artifacts. As previouslv mentioned, several 11 inch iron spikes were 
found widely scattered north of the powder house door. In addition pieces of 
broken crockery and t w o  small aluminum bowls were found in the same general 
location. The five-inch diameter bowls have a rolled l jp  and the word ”Kellog’s” 
embossed in the bottom. The crockery and bowls do not appear t o  be f rom the 
Island Mine era, rather they probably dale f rom the early 1930s, when the Civilian 
Conservation Corps had a camp nearby. That camp is discussed in greater detail 
elsewhere in this chapter .  In addition t o  t h e  spikes, crockery, and howls, severai 
pieces of sheet metal, 1 to  1 1/2” wide and 1/2” thick, were found wedged into the 
rocky bottom. There were no markings or other identifying features on the pieces 
of metal that would suggest their function or purpose. 

The wharf cribs across the small bay, below the town site, are in various s t a t e s  of 
deterioration. Arranged in double rows in the shape of an ”L”, the wharf cribs 
consist of 30 1 l - f oo t  by 1l - f o o l  sections and 2 35-foot by 15-Coot sections. The 
double sections are a t  the foot of t he  “L” and a t  the end of the short side, 
respectively (Fig. 6.34). The width of the historic wharf was 36 feet on the long axis 
of the ”L” and 35 feet on the short axis. This measurement i s  based upon the 
overall width of extant crib rows. 

The cribs are constructed of white pine logs, notched on the ends, and pinned 
together with 1 1  inch i ron spikes (Fig. 6.35). These spikes are identical in sire and 
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Fig. 6.35. Rock-fi l led cribs used in the  wharf were const ructed of notched wh i te  
pine logs pinned together  with iron spikes. NPS pholo by Toni Carrell. 

Fig. 6.36. Buoys mark the outline of the extant  cribs. The NPS boat is  anchored on 
the deepwater side of the  wharf.  NPS photo by Carol Maass. 
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Minong interests as well, a total of  approximately 84,000 acres for $3 an acre 
(Rakestraw 1965:15). The charter of the Isle Royale Land Corporation permitted 
them to explore for  copper, bu t  not to  mine it. A subsidiary company, the  Wendigo 
Copper Company was founded by the parent syndicate and 8,000 acres were set 
aside for it in the Washington Harbor area. 

Edgar John's recalled some of the history of the development during an interview in 
1965: 

... it was 1889, there was some surveyors came from the south shore, 
and they were f rom the English syndicate ... and they owned about 
two-thirds of Isle Royale, or half of  it, the west end. They came over 
and got [my lather] t o  go wi th  them, and they surveyed ... all over the 
west end of Isle Royale. Then rhev went back, nothing was done that 
year. But then the next year they came over and started to  mine, and 
they hired [my father] r ight away t o  be in the mine .... 

The Wendigo Copper C o m p a n y  conducted extensive explorations a t  t h e  head of 
Washington Harbor. Shafts and prospects were dotted along Washington Creek. At 
the same t ime the headquarters settlement of the Ghyllbank Copper Company was 
devetoped. It consisted of a huge log office buitding, store houses, sheds, boarding 
houses, log cabins and a large wharf (Fig. 6.37). In addition at the mining location, 
approximately 2 miles inland on Washington Creek, the settlement of Wendigo w a s  
developed. It consisted of a number of log cabins for the workers on location p lus 
two  boarding houses for t he  single men.  

... they built t w o  big boarding houses, hecause half of the men wasn't 
married, and part of them was married, you see. And a l l  those single 
men; [my  mother] had about 50 or 60 of Ihern in that boarding house, 
and she ran that boarding house a l l  the t ime that the  mine was 
working, and took care of The miners (Johns, 1965). 

The entire community numbered approximately 135; less than half were men and 
there were a t  least 20 children. Regular passenger and mail service was provided 
by the steamer TAYLOR on a twice weekfy schedule (Johns 1965). 

Between 1890 and 1892, a number of roads were built as far inland as Lake Desor. 
Trenches and diamond drill cores were dotted across the west end of the island. 
No active mines resulted f rom at1 th is activity however, and in 1892 the  mining 
operations were shut down and members of the camp were transported back to  the 
mainland. 

Speculation about the ultimate success of the Isle Royale Land Corporation was a t  
its height despite the discovery that the ore w a s  too  poor to  profitabty mined. 

How does this strike one fo r  a visionary scheme, if carried out what a 
paradise Isle Royale wil l  be. It comes from ... Messrs. May and 
Feldtmann, connected with the Isle Royale Land Corporation of 
London. .._The [Washington Harbor] area is welt t imbered with maple, 
birch, cedar, poplar and other woods indigenous t o  tha l  latitude. The 
purpose of the company is t o  [harvest] t imber in the  line of 
manufacture for  the market. The grand purpose o f  the company, 
however, i s  t o  convert the holding into a great water-bound game 
preserve and sportmen's and  pleasure seeker's resort (Lake Mining 
Gazette, July 28, 1892).  

While no specif ic information is available to  indicate whether much or  any 
commercial lumbering occurred at Ghyllbank after closure of  the mine, evidence o f  
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l imited lumbering in support of the establishment and construction of Ghyilbank and 
the mine is obvious in historical photographs. Just the main headquarters building, 
built of hewn logs, was 100 feet long, 60 feet wide and t w o  stories high (Fig. 6.38). 
In addition, numerous one and t w o  story log buildings were constructed a t  the site. 

After the Wendigo Copper Company went out of existence, the parent corporation 
began selling off parcels of land to  tourists for  summer residences and for resorts. 
In 1902 a group of prominent businessmen from Duluth, headed by  Colonel Charles 
Graves, purchased the Ghyllbank headquarters building, several service buildings, 
and 20 acres of land (Detroit News, January 14, 1923). The Washington Club was 
formed, and was used as a private fishing and boating resort by its members until 
the establishment of the park. 

Prior Research: One of the earliest published references to Ghyllbank is found in 
Dustin (1946:702). Hakala briefly discussed the mining operations and the 
establishment of the Washington Club (195328) and Rakeslraw outlined the 
short-lived operation of the Wendigo Copper Company ( 1965: 15-1 7). In 1976 the  
Wendigo Mines site, which included a l l  of the explorations for copper conducted by 
several affiliated companies, was surveyed and added to  the S t a t e  of Michigan 
cultural sites inventory. The locations of the forrner headquar.ters building and the 
wharf were examined by Cultural Resources Specialist Maass in 1983 and added to  
the park-maintained list of undesignated sites. 

In August 1983, a diver inspection of the remains of the Ghyllbank wharf was 
conducted by Ranger Ken Vrana, a t  Maass' request. No other research has been 
conducted a t  the site. 

Intrusions and Data Limitations: In 1931, the Washington Club building burned. 
Other buildings associated with Ghyllbank were either allowed t o  deteriorate on 
their own, or  were removed in the early years of -the park. The Ghyllbank wharf was 
partially destroyed in 1983, and the area dredged by the park as part of site 
preparation for a new gas dock. 

Site Location: Ghyllbank was located on the southeasl side of Washington Harbor 
north east of Beaver Island. The present location of the Windigo Ranger Station, 
park housing, and concession store generally occupy the former town site. Windigo 
is located in range 38 west, township 64 north, section 29, SE 1/4, SW and SE 1/4. 
It is clearly marked on USGS topographic charts and on NOAA lake charts. 

Windigo can be reached by entering Washington Harbor, traveling in a northeasterly 
direction approximately 3 miles, passing Beaver Island, and traveling an additional 
1/2 mile t o  the only large deepwater dock in the bay. The historic Ghyllbank wharf 
was located approximately 250 feet north of the present NPS deepwater dock (Fig. 
6.39). 

Administrative Status: The Ghyllbank wharf site is included in the Isle Royale 
interim Cultural Sites Inventory as an undesignated site, number U-49. I t  does not 
have a State of Michigan number and is not included on the National Register of 
Historic Places. 

Research Methodology: NPS divers examined an area approximately 100 feet wide 
out from the present shoreline t o  a depth of 20 feet. Coverage was determined by 
the extant remains of historic cribbing from the wharf. 
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Fig. 6.39. Remains of .the Ghyllhank wharf (center) were s t i l l  v isible in '1952. The 
n o k h e d  log arid pin construction evideril in .this photocjrapli rr1i~tr:hsd the rerriains 
fourid uijderwater in '1983. INPS photo by Robert Hakala, '1952. 
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Site Description: The T-shaped wharf extended out f rom the shoreline 
approximately 60 feet and was 150 t o  200 feet wide (Fig. 6.40). Prior to  site 
destruction in 1983, severat disarticulated cribs, joined with wooden pegs, remained 
in situ. The mud/rock bottom was littered wi th  bottles, crockery, leather shoes, iron 
fittings, pipes, and dinnerware (Vrana 1983). 

Site Analysis: Following construction of t h e  gas dock, park employees could still 
see the remains of a few of the original cribs just below t h e  surface of the  water .  
Observed artifacts, prior to  disturbance, were consistent wi th a tate 1800s early 
1900s occupation of the area, and reflected a mixture of industrial and homestead 
activit ies. The extent of damage Po the site during construction and dredging is 
unknown. In other locations where dredging h a s  occurred, site damage has been 
limited to  the immediate impact area. It is impossible To predict either the nature or 
extent of damage t o  this site. 

Conclusion: While dredging has clearlv adversely impacted this site, it by no means 
necessarily completely destroyed i t .  The fact that some cribs remain, strongly 
suggests that some area of the site was undamaged. It is highly probable that t h e  
site retains enough integrity t o  warrant detailed investigation and documentation. 
Dredging and other dock construction activities in the immediate area should be 
curtailed until the site is examined and tested. 

Analysis of this site could produce information that, when compared to  other similar 
sites around the island, can provide insights into isolated, industrial community 
adaptation a t  the  turn of the century. 

Tobin Harbor Resort 

Historical Background and Description: The Tobin Harbor resort was owned and 
operated by a Swedish-Finn by the name of Gust Mattson. Mattson began fishing 
out o f  Minong Island in 1900, and shortly thereafter started the small resort 
business. Mattson and his wife operated the resort f rom 1901 unti l  approximately 
1910. Mattson's resort, one of the first on Isle Rovale, was recalled by Glenn Merritt 
during an interview in 1962. He described i ts history as  fol lows: 

.,. i t  became quite a. popular resort for Duluth people. Quite a few 
Duluth families stayed there wi th the Mattsons. He was a good guide 
and a good hotel man in fact, a very interesting character. He used t o  
take people out fishing, and he knew just where t o  go t o  get the real 
big, good fishing. So he operated that resort 'till about 1910. He sold 
i t  t o  a school teacher, f rom Catumet, by the name of Martini .... 
Martini kept it for a couple of years, decided he couldn't make any 
money off it for some reason, a n d  wanted to  set1 it. So he disposed 
of i t  and sold it t o  Captain Smith. Captain Ed Smith, who was not the 
Indian Captain on the AMERICA, he and his wife, along with Fred 
Scofield bought this resort. D u e  t o  some condition which w e  never 
knew about, Mr. Scofield was out and Mr. Smith came up as  owner of 
the resort, and h e  [Mr. Smith] operated the resort 'till he died in 1916. 
Then the family, Mrs. Helena Smith and the daughters, Emily Smith 
and Grace Smith, operated the resort 'till the middle 1930s when i t  
was taken over and acquired by the State before it went into the 
National Park ownership .... Fred Scofield, of course, w h o  was 
supposed to be one of the partners in this deal went over t o  what is 
now called Belle Is le .... land1 developed Belle Isle Resort (Glenn 
Merritt, oral history tape, September 28, 1965). 
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Fig. 6.41. Minong Lodge as  it appeared in 1938. The resort consisted of 
approximately 20 buildings clustered a t  the  southwestern end of M i n o n g  Island. The 
main dock is far right. NPS photo. 

Fig. 6.42. Minong Lodge main dock lookirig west. NPS photo by Donald Wolbrink, 
1937. 
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Fig. 6.43. The Louis Mattson and A u g u s t  Anderson f ishery in Tobin Harbor, across 
from Minong Lodge, in 1938. A small  dock is present j u s t  in f r o n t  of the f ish house 
(right). NPS photo. 

1 

Fig. 6.44. Remains of Minong Lodge and  majn dock i n  1951. NPS photo. 
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Fig. 6.45. Minong Island and Scoville Point sketch map with the location of the 
Mattson/Anderson fishery, the Minang Lodge and resort, main dock, and circa 1910 
cabins. 

Fig. 6.46. Broken pieces of dinnerware, service crockery, wash basin water pitchers, 
a n d  other utility wares were found in the channel adjacent lo  the resort. Remains 
associated with commercial fishing were found offshore of the MattsorVAnderson 
site. NPS photo by Joe Strykowski, 1985. 
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150 links of the shore in deep water. This is one of the N.W. or 
American Fur Company’s trading posts. 

... There are two small dwelling houses and a new one near by. There 
are about  2 acres cleared (lves 1847). 

The American Exploring, Mining and Manufacturing Company’s explorations were 
unproductive arid they a re  reported, by Rakestraw, t o  have abandoned this location 
in 1847. 

While there are no writ ten records or  orat histories documenting the occupation of 
this island between 1847 and 7897, i t  is highly probable that various fishermen 
visited the island and fished out of i t  during that 50 year period. During this same 
period, the Isle Royale Land Corporation, a British syndicate, purchased over 80,000 
acres on Isle Royale. The corporation’s mining activities occurred f rom 1889 unti l  
1893, when a l l  operations ceased. 

Fishing and mining operations were occurring simultaneouslv on the island prior to  
and just after the turn of the century. By 1897 John Anderson had made Fish Island 
(Belle Isle) his base of fishing operations. His son, Emil, continued f ishing here unti l  
the establishment of Belle Isle Resort, moving t o  Johnson Island about 19’13 (Glen 
Merritt, oral history tape 1965j. 

In 1909, most of the holdings of the Isle Royale Land Corporation were Taken over 
by the Island Copper Company of Duluth (letter f rom the Office of Island Copper 
Company, 1921). St i l l  called Fish Island a l  that time, Belle Isle was among the 
British corporate holdings that transferred t o  the Duluth-based company. The 
president of the company, Thomas A. Cole, retained control 0-f Fish Island as a 
personal holding until its sale to  Fred Scofieid. Scofield, dealt out of t h e  Tobin 
Harbor Resort, purchased the island f rom Cole in 1913 or 1914, renamed it Belle Isle, 
and subsequently established a resort (Glenn Merritt, oral history tape). 

During the teens and twenties, the resort flourished. I t  w a s  one of the four lodges 
that was still a “going concern” when the island was being considered for NPS 
acquisition (Wolbrink and Walling 1937:2). Hakala (1955:39) suggested that the island 
was enjoyed by a ”privileged few” during t h i s  period. Belle Isle enticed .the tourist 
with such activities as ‘ I . . .  fishing, trailing moose in native haunts, delicious home 
cooked meals, and a haven for hay fever suffers, makl ingl i t  an ideal spot for  your 
vacation” (Isle Royale tourist information brochure, circa 1930s). Rates advertised 
for the resort were $21 per week and up, American Plan (Hakala 1955:39j. Regular 
passenger service f rom Duluth and Houghton was provided by a number of Booth 
Line vessets, including AMERICA, and by Kauppi’s Cabin Cruiser COPPER QIJEEN. The 
passenger steamer WAUBIC made regular trips f rom Port Aurthur and Fort William t o  
Belle Isle a n d  Rock Harbor until the late 1930s. After the loss of AMERICA, WINYAH 
continued passenger service t o  the island. After World War tI the COASTAL QUEEN 
provided passenger service to the island f rom the Canadian s ide  (Marjorie 
McPherren personal communication, February 1987). 

Scofield operated the Bell M e  Resort unti l  t h e  late 1930s, when it was first  taken 
over by the State of Michigan and later transferred t o  the National Park Service. 
When the National Park Service obtained 8el le  Isle in 1938, management 
responsibility was transferred to  Mrs. Bertha Farmer, the proprietor of R o c k  H a r b o r  
Lodge. In addition t o  her Rock Harbor a n d  Belle Isle responsibilities, she was also 
asked t o  manage a small  store a t  MoPt Island. When the Windjgo Inn was 
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Fig. 6.47. The main lodge and dock at Bel le Isle Resort. NPS photo, circa 1930s 

Fig. 6.48. The resort's golf course is now t h e  location of the NPS campground on 
the  i s land .  A prehistoric site, the American Fur Company Fishery, and the American 
Exploring and Mining Company buildings were located in this vicinitv. NPS photo, 
circa 1940s. 
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Fig. 6.49. View of the lodge a n d  o t h e r  s e r v i c e  buildings looking sc lu lheast  Severa l  
small  boats a r e  t ied  up a t  the s e r v i c e  d o c k .  NPS photo by Donald Wolhrrnk. IY37 
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Fig. 6.50. Location of resort, prehistoric 
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site, f ishery site, a n d  mining company 
buildings on Belle Isle. Drawing by Toni Carrell. 
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Fig. 6.51. Remains of enameled cooking ware, pot, pails, shoes, dinnerware, broken 
crockery, planks, notched logs a n d  other construction materials were .found off 
shore of the former main dock. NPS photo by Toni Carrell. 

Fig. 6.52. In February,  1963, mos t  of the combustible materials from the remaining 
resort buildings were bull dozed onto the ice and burned. NPS photo. 
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dependant upon the construction of a lighthouse on Colchester Reef by the 
Canadian Government. This conditional approval proved t o  be  a stumbling block 
that further delaved construction of the lighthouse. Finally, all condit ions had been 
satisfactorily met, and Congress released the funding for  the l ight in 1880. 

In the early summer of 1881 "all of the materials were landed, the grounds cleared, 
shanties for workmen erected, a n d  a boat-house and crib [dock] for  boat landing 
constructed" (U.S. Light-House Establishment 1881). The lighthouse was completed 
the fol lowing year and the f irst keeper was authorized on May 16, 7882. In addition 
t o  the lighthouse, a mechanical "fog-bell" was erected in a small, separate structure 
that became operable a t  the same t ime as  the light. On July 1, 1882, Passage Island 
Light was illuminated for the first t ime. 

The mechanical "fog-bell" was replaced by a 10-inch steam-powered fog whistle in 
October 1884. At  that same time, a s imple frame structure covered wi th  corrugated 
sheet iron was built for the signal. The annual reports of the  Light-House Board 
f rom 1889 to  1905, summarize the major activities a t  the station: 

1889 -	 Passage Island, Lake Superior, Michigan. The tramway 
for the deliverv of  coal and supplies, 208 feet in length, 
was rebuilt; the gauge of the track and car was changed 
from 48 inches t o  36 inches, a n d  minor repairs were 
made to  the houses and fog-signal machinery. 

1897 -	 An iron water lank was put up in t h e  fog-signal house. 
The landing crib was extended. Minor repairs were 
made. This i s  a fixed red light of .the fourth order. I t  
should be a t  least of the third order, and it should be a 
flashing light in order to  increase its visible range. This 
improvement is not in contemplation. 

1898 -	 The characteristics of this light were changed f rom fixed 
red of the fourth-order t o  flashing white every ten  
seconds, fourth-order, on the night of September 24, 
1897. The old apparatus was packed and shipped t o  the 
Light-House Depot a t  Detroit. Repairs were made. 

1902 -	 Some 150 fee-t of walks were re-laid, and the platform in 
front of  the dwelling was filled wi th  stone a n d  decked 
with planks, and a runway 26 feet long, leading f rom the 
landing lo the boathouse, was built. Six concrete piers 
were constructed t o  support the .fog-signal, the sheave 
stand a t  the head of the tramway was rebuilt, the 
turntable was reset, a t ramway car was rebuitt, and a 
fire plug for an additional water supply was f i t ted up. 
Various repairs were made. 

t903 -	 The old smokestacks of the fog-signal plant were taken 
down and replaced with a brick chimney 40 feet high, t o  
which both of the fog-signal boilers were connected 
with a new iron breeching. A new stand for the water 
tank of the signals was erected. The tank was placed 
thereon, and the pipe connections were modif ied to  suit 
new conditions. 
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'I905 -	 The c o n c r e t e  ti locks ioi- the erectiot i  o-I' i i r i  o i l -house 
were  rriadc a i  [he UeProit IigIrl-housI! dopot a r i d  were  
d e Iive red  here. 

BV t h e  early ' I ~ O O S ,  bo th  f re igb i  a i id  dointlstic: L-rade were p r o s p e r i i q  in  ' the Urii.led 
States. I r i  ar i  offork to  keep pace w i t t i  Ltiis g i -owIk,  [ t ie  Oepar-i-rnerit of Comrricrco 
arid Labor were  c;reai.ed b y  aii  A c l  ol Coogress .  Uetweci i  '1003 arid 1010, the board 
form of organization, ur ider wtricti tt iu tLiytrt-.I-louse Service and ttie Licjtht-tiousc 
L: sta bIi s 11 me n t  1 1  a rl (I flurated (: ii 11-1e uri d e r con s t a  n l  c ri t i  [: is r Y i  . Pa ssii  CJ e IsIa r i d  
Lig htho use was i t i  i iiaIly adrri i r i  is L Ar ecJ 1 )  y D h e  Liy 11I-- 11OII s e  tr: s ta  111 ist i  ir ie r i  I, r LJ r i  b y  lhe 
LiCJ ht -1-401.1s e Uoa rd, a n d w 21 s rria n r i  e d  I-)y Ii CJ11 b - .  I1o use Servi (; e keep e rs a t i  r l  a ss is l a  rr t 
keepers. In July, 19'10, i l n d e r  heavy  criticism, Corrgress firially dissolved the 
L.iyht--I-Ioiise Board iir1i.l i r i  i ts  pla(:c csiablistri?c.l [ t ic Huri!a\l of  lLighi.-.l-Iouses wjt lr i i i  
.1: tic Dep a i - P i n  ewk 0-l' C o  min e r c  e iAri (1 La t) o r. TIr i s 0 rga 17i %;I Ii( i r i i i  I t i  ieriircliy re rna iued 
ui ict iai igetl  ur i i i l  '1939, when t h e  Burcati  was sbsoi-bed i n ~ o[Ire U.S. Coas.t G u a r d  a n d  
the LicjhI--tIouse Servicc ii;-irric droppcd (O'Rri(:ii 'I 976:'13-311, 65-.7'l).  

IVirs. t loge  also ret:alletl Ltre atiilucte of riraiiy of t t ie  l ighthouse Iceel)ors a r id  their 
fa  rri iIie s :  

Tericling t ho  I i gh l  was no1 j u s t  a job or a duiy  i l  w a s  someth i r ig  the 
keepers d id  wi.th pride. Wu k i iew t h a t  [ t ie ligtii: was  i r r ipor ia i i i  10 l he  
strips o u l  or1 Ltie lake, arid w c  fclt very needed. As [he m e n  dustcct 
a n d  pol ished ihr! lens, t h c y  w o r e  at i  aprori .to pro-tct:'t ( l ie g l a s s  frorn 
being scratched by butloris 011 l t ieir  c io lh ing .  Dad  used t o  te l l  us t h a t  
ttic l e n s  was very va i i iab lc  ;ind cxpcrisivc, Iiaridrriade in  Francc, [arid] i f  
everybody took care t)-f i t ,  i t  could 1;is.t forever .  ... LWeI v iewed Lerjding 
he l igh t  a s  the respor i s i t i i l i t ~  [he w h o l e  larnily (I-loge in IVlahari and 

IVlahan 'I9135:49). 

Passage Islatncl l ighttiousc? was s.till at:Pivcly rrrarirred as receti l ly as 'I 957, wliei i  an 
a r lic 1 e a p pea red i r i  a Ho u g iil oIi-- b a  sf?tJ t ie w :;pa 1.1 or rc?ga r d i II y I: t Ie sea s o  r i  a I re-0 pe r i  i11g 
of t h e  1iyti.I:. By it ia-I dale, [ l i e  minera l  o i l  larnps 0.i the earlv 1900s h a d  been 
replaced tiv by diesel a i id  G J ~ Serigiries. Tl ie u s u a l  lour o f  duty, virtual ly corr.i:iriuous 
duririg .the se2isori i r i  earlier days, had been changed a t  trios1 of Ihe Lakes stxt iorrs 
t o  three weeks on  du ty  and six days shot-e leave. (In P i ~ s ~ a g eIslai id light, however, 
even th is  was corisiderablv dilfuren't bv 'I $157, D u e  t o  .the liglii's remote location, the 
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Fig. 6.53. Typical US Light-House S e r v i c e  d i n g h y ,  circa 1930s. This was  one of two 
dinghies u s e d  a t  Passage Island Lighthouse. NPS photo. 

Fig. 6.54. US. Coast Guard 26-foot cabin motor launch, circa 1941-1947. Edith 
Bowen, wife of former Coast Guardsman a t  Passage Island Lighthouse, Jim BQWen, 
is seated on the cabin. Photo courtesy of Edith Bowen. 
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keepers '  Locii ol du ly  was s ix  weeks loiig, lol lowed by 12 days shore leave ( I l i i i l y  
IViiiiing GwreLio, Marct i  a ,  195/) 

O n  December  20, 'I 978 Lhe Pa:iSti<jo Island L.iglithousu, along w i th  inany ottieus in [ t ie 
Grea t La Ices, was .fuI1y a wto in ii ~ e d ,e t i  d i r i  !.I a 91i..yea r .I: r ad ition. l 'od a y Pass  a $1c. Islar i  d 
I..igti-tl-iotise :;.[ill operates undcr  Lhc aeLgis of 2thc U.S. Const Guard. 

A survey ol the l ig i i t l iousc sl:ation wiis i i n t l e r take r i  i r i  1897, arid a rr iap o f  t h e  .facility, 
dated Fchruary 23, 'I 906, sl~owcrl .the existir ig bui ldings. However, B deta i led 
descript i( i i i  o f  t h c ?  s b t i o n  war; r iot cotr ipleled c r i i t i l  '19'10, when a report oI inspect ion 
was -filed b y  Oliver C .  Brown.  Tt ie lo l low i i ig  dcst:ripLiori is suirirnarizcd frorri his 
re por i ,  11 r i  I(?F i ! i  o lI I C  r w is o t i  o.i-r:d. 

o t i  sis ic! tl o i s ev e r i  rc)o r r i  s i ri a t w o-.s ~ o  ti II i Idit i  g. Ad c.1 i t i  (1I I  a I1-11e kee per's q LI ;I r t i !  r s L: rv  
t)uildit igs a t  tt ie si'Ct: in(:lucletl CI works l iop,  privy, and heri tiousc. At Ztre t i tnc  of 
Brown's visit It iei-e was no  gar t lo i i  f o ~ -f resh  vegetables o r  frt1i.t. The keeper's arid 
Ltieir C;iiiiilies d rew Ihc i r  dri t iki t i i j  wiilc:r Croiii .(tie lake, arid iri addi-l-iori there was il 
c i s  t t l  r r I  Ic) cxtctl LI I1d e I- the ci-tc1-1 c r i .  

l 'he l igtir appara lus  s l i l l  i t )  use i n  19'10 was coristrcri:ted by Barbier arid Bcriard in 
'I U9G a r i d  was ii l o i i r t t i  order I-resriell lens. The a p p a r a l u s  bore rnakers rnarks 
" U W ' I O i "  wt ic t i  i i  was i i is tat tet l .  The six-.parIeI lct is was  ~ : o r i s t r u c ~ t e di r i  a bulls- eye, 
r u d e  up of o n e  r:enCra1 bul ls - eve, surrotirit lerl by  .two concentric: circular e le tner i ts .  
Above ttiest: were  six separate (:ont:cnti-ic [ ir isrns, arid helow were  three st.paril le 
concentric: prisrris. The l igh t  ro,tated o r i ce  ei ict i  n ~ i r i u t eand Clashed wh i te  every 10 
s et:o r i  d s .  

Lven c  iiiiI Iv t t i  e s c ea ryi PO w e re d P O ~ J  si$1 r i  i i  I i\r i  c.1 the I ig t i  1 w c re  corn plc to Iy it c.rto in atcd 
a n d  tnuc l )  of t l ie  old equipir icr l t  i-oinovod. By t h e  Lime of Anria Uoweri-I loge's visit 
Lo tier c t~ i td l i oodhor i ie  i r i  'I 985, [t ie 1igjii.c was tiu luriger manned. Anna's lather, Vern 
Bowon, was o i i e  of the keepers a i  (fie l i gh l  in  the '1930s. Mrs. Hoge recalled, i r i  a 
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Fig. 6.55. Passage Island Lighthouse a n d  radio tower, view looking southwest, Circa 
1 9 3 0 ~ - 1 9 4 0 ~ .NPS photo. 
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mi le  

Fig. 6.56. Passage  Island sketch map with location of light house, radio tower, boat 
house, dock, a n d  remains of US Coast Guard double-ender. 
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rnagazine iiiterview, I l i a [  as il child [ t ie  farni ly picked wild h l ~ e b e r r i c ! ~and 
s Lra w tw rrie s ,  a Iid pIa r i l ed  a s rri i i  I I $1 a rtit-!I1.  W IIi! n t lr e s to r r r i  :i o f La kc S 11pI!rio r  L-osse r l  
waves up ori io t h e  wiridows 0 1  itieir tiorrie, they would ~ I o s c"tie heavy woodel i  
strutters a n d  would wai l  ou t  the s t o r m  "safe ly  iirsidu our s i i i r d y  1igh.t-house" (Hoge 
in Matian arid IVlatiari 'I 9135:49). lrriprovenlcriis and repai rs  at rhe still-active IirJtiC 
havc corrliriircd to t l ic preserii clay. 



the rudder, screw and exhaus t  are undamaged. Her cabin is  missing, and the  hull is 
misshapen and bulges outward approximately amidships. 

The vessel’s gasoline engine and the fuel lank  are present approximately amidships. 
Both are apparently in their original location. Miscellaneous planking, piping, and 
other debris are scattered across the forward deck. All of the loose debris f rom the 
vessel is contained within the hull. 

S i te  Analysis: During The brief examination of  the remains of the double-ender, the 
most  prevalent impact noted was that the vessel had obviously burned. Charred 
remains are scattered across the deck. The results of the explosion is evidenced by 
the bulging of the hull on the port side. While no identifying marks remain, 
undoubtedly this vessel is -the same one that is reported t o  have burned in 1949. 

The existence of a double-ender in the Passage Island cove has been known by park 
employees for some time. It’s present condi.tion, the circumstances surrounding i t s  
loss, and identification of the vessel had never been pursued. 

Quentin Miller, a former Coast Guardsman a t  the Iigh-t house in the years 1949 t o  
1951, responded to a general request from t h e  park for information about the 1igh.t 
house. Surprisingly, he happened t o  b e  stationed there a t  the t ime the vessel was 
destroyed and recounted the events leading up t o  the vessel‘s loss: 

We had a bad fire, during 1949, in our boathouse that was about 1 1/4 
miles away f rom the PlLS [Passage Island Light Station] itself. A 
narrow and rocky path had to  b e  walked in order to  ge t  back and forth 
afoot. Gasoline fumes in the  bjlges of our then 26 foot cabin motor 
launch, which had a 4-cylinder Grey Marine gasoline engine, were 
ignited when [Nelson] Goudreau attempted to  start the launch for the 
first t i m e  in early 1949. That he [Goudreaul managed to  escape f rom 
the  small cabin, ro l l  off the bow and into the hoatwell water, cl imb out 
and then walk that 1 1/4 mi le back to the PILS, half his clothes burned 
off, face an ashened grev putty color, and skin hanging from his 
hands,  1’11 never know, is a miracle of  human survival and endurance. 
The boathouse and smal l  boat were completely destroyed .... 

An investigation followed, of course, and poor Johnny of southern 
Michigan, was made the goat. He went down to the boathouse the 
night before and in the dark refueled the launch and in the  process 
spill[edl or overf lowed gasoline into the launch’s bilges. Johnny also 
failed to secure the fuel shutoff valve that led to  the gasoline hose 
and the valve leaked, dripped gasoline, all the rest of the night ... until 
Nelson discovered i t  the fol lowing morning. 

Nelson vented the launch, but he failed t o  realize just how much fuel 
had been spilled into the bilges. The launch was a gasoline bomb 
waiting for  a spark,  and when Nelson turned the ignit ion key to  crank 
the engine up, that’s a l l  she wrote! That Nelson survived was a 
miracle indeed. 

In time the boathouse was rebuilt by special crews .... (Quentin M. 
Miller 1986:2-3). 
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however, high winds and temperatures, combined with tinder-dry underbrush 
resulted in almost impossible fire f ighting conditions. Winds leapfrogged t o  a 
second area north of Hay Bay and a third area near Siskiwit Lake (Little 
1978:98-100). 

Before the fire could be brought under control, it burned nearly 1/3 of the island 
and required the fire f ighting efforts of 1200-1600 additional CCC volunteers 
recruited from throughout Michigan. In all 26,000 acres were destroyed and a swath 
of  burned timber, f rom Rock Harbor on the east t o  nearly Lake Desor on the west 
and from Chippewa Harbor on .the south t o  Todd Harbor on north, scarred the 
interior landscape (Little 1978:98). 

In an  effort t o  make up for  work delayed due to  the fire, CCC volunteers stayed on 
the island a t  Camp Siskiwit through the winter to remove damaged trees and fallen 
logs. Among the core of the crew a t  Camp Siskiwit in October, 1936, were  several 
supervisors including, Frank Stone, Erik Erickson, J. Alfred Crore, Harry R. Nichols, 
and Vincent Pope, plus seventeen enrollees (Camp Siskiwit Log, October 1936). By 
mid-November of that year, more volunteers had arrived and work was begun on 
preparations for  their win-ter s-tay. 

Work that fall and early winter focused on the construction of a new camp inland a t  
the site of the Mead Lumber Company (Camp Siskiwit Log, October 19, 1936). In 
fact, the CCC occupied severai of  the lumber company buildings (Wolbrink personal 
communication, February 1987). Camp Siskiwir was systematically dismantled and 
building materials re-used in Ihe  construction of  the new camp. While waterline 
problems plagued the new c a m p  throughout the winter, few other major problems 
were encountered. Regular radio communications with Houghron provided the 
volunteers wi th  .[he ability t o  keep in contact with friends and relatives By 
Thanksgiving several buildings a t  the new camp had been completed and the 
volunteers' spirits remained high. 

... and with this we c lose another month of the winter sojourn on Isle 
Royale. We are in first c lass condit ion and wirh food in storehouses, 
lumber and mater ia l  for  construclion, tools and equiprnent to  build 
with, and our spirits and health a t  top, we begin another month 
confident (Camp Siskiwjt Log, November 30, 1936:25). 

This camp was supposed t o  be officially named Camp Isle Royale (Camp Siskiwit 
Log, October 28, 1936), however it was always generally referred t o  as Camp 
Siskiwit by the volunteers (Wotbrink personal communication, February 1987). BV 
December 8, 1936, the move to  the new camp was complete a n d  the area a t  Senter 
Point was becoming "deserted and bare" (Camp Siskjwit Log, December 13, 
1936:29). The last  official contact wi th the mainland by boat was in mid-December, 
and from that date unti l  the next April, the men a t  C a m p  Is le  Rayale were 
completely isolated. Their o n l y  means of communication with the mainland was by 
radio and through irregular airplane flights for emergency  evacuation. 

Despite their isolation f rom the outside world, the men enjoyed snow shoeing, ice 
skating, and Christmas dinner wi th all the tr immings. A New Year's Eve party in the 
mess hall 

... continued well into the night to  bring down the curtain on another 
year and another month of our . ~ ,stay Through the winter on Isle 
Royale. There is a t  this 'time a marked note of contentment and 
satisfaction among all who are here. Work has progressed rapidly, 
there has been no serious sickness or accidents of any kind and the 
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Fig. 6.57. Civilian Conservation Corps Camp Siskiwit crib dock located on the soulh 
side of Senter Point. NPS photo by Donald Wolbrjnk, 1935. 

Fig. 6.58. The CCC occupied m a n y  of t h e  buildings of the  Mead  Lumber Company 
during the winter of 1935-36. The Senter Point location was abandoned in favor of 
the  Mead Lumber Company si te.  NPS photo by Donald Wolbrink, 1936. 
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fig. 6.59. lVlead Lumber Cornparry wharf later used by the CCC a t  Camp Isle Royalc 
(aka Caiirp Siskiwi l) .  NPS photo, '1945. 

S i s k i w i r  B a y  
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Fig. 6.60. Location of  C a m p  Siskiwit, Camp Is le Royale, a r i d  Mead Lumbcr CarnpatiV 
in Sislt iwit Bay. Drawing by  Toni Carretl. 



Submerged Cultural Resources archeologist Toni Carrell, Isle Royale Park Ranger Ken 
Vrana, and Maass visited Senter Point in June 1984 in an effort t o  locate the 
remains of the Camp Siskjwit crib dock and t o  examine the offshore area for 
associated artifacts. No examination of the original Camp Siskiwit location has been 
undertaken t o  date. 

Intrusions and Data Limitations: Following abandonment of the CCC camps in 1942, 
buildings f rom a l l  three camps began being re-used by the fledgling park. 
Structures were dismantled in sections, in  some cases, and moved t o  other 
locations for use as residences, offices, shelters, ranger stations, and warehouse 
space. Salvageable materials were also used for upgrading existing buildings on an 
as needed basis. Eventually, each of the camps was obliterated, the  las t  CCC 
building a t  Camp Sisk iwi tKamp Isle Royale was burned in October 1985 (Isle Royale 
National Park files). The crib dock a t  Senter Point was apparently allowed t o  
deteriorate on its own. 

S i te  Location: CCC Camp Siskiwit on Senter Point and its associated features are 
located a t  t he  west end of Siskiwit Bay (Fig. 6.1). The crib dock can be reached by 
traveling in a northwesterly directly in the bay, toward Senter Point, a geographic 
place name clearly marked on USGS 15 minute topographic maps and NOAA 
nautical charts. The remains of the dock are on the south side of Senter Point, just 
below the surface of the water. 

CCC Camp tsle Royale (aka Camp Siskiwit) a t  the Mead Lumber Company location, i s  
recorded as being within Township 63 North, Range 37 West, Section 4, Sf 1/4, NE 
1/4. The Camp Siskiwit and dock location, a t  Senter PoinT, is in Section 33, SE 1/4, 
NE 1/4, and in Section 34, SW 1/4, NW 1/4 (Fig. 6.60). 

Administrative Status: The Civilian Conservation Corps camp site at the Mead 
Lumber Company l o w t i o n  Is included in the  Isle Royale interim Cultural Sites 
Inventory as undesignated site number U-43. It does no't have a State of Michigan 
number and i s  n0.t included on the National Register of Historic Places. The camp 
site on Senter Point is not  presently recorded by the park. 

Research Methodology: Divers examined the offshore area of Senter Point down lo  
a depth of 15 feel. The entire point was examined down to a depth of 10 feet. 
Good water visibility and light penetration facilitated the examination, and i t  i s  fett 
that no major artifacts were overlooked. During this survey the remains of the dock 
were located. No examination was made of  the historic CCC camp location. 

Site Description: The crib dock, in approximately 4 feet of water, i s  composed of 
t w o  scattered sections of cribbing. One crib is  partially intact with several logs still 
in place (Fig. 6.61). The second crib consists only of  rounded boulders, which 
extend from the shoreline out toward The partially intact crib (Fig. 6.62). 

Sire Analysis: During the offshore survey of the north side of Senter Point, 
numerous artifacts were located that probably date f rom the CCC era. Pieces of  
broken crockery and t w o  small aluminum bowls, specifically, point to  the activity 
here in the mid t o  l a t e  1930s. The five-inch diameter aluminum bowls have a rolled 
lip and the word "Kellog's" is embossed in the bottom. Examination of the south 
side of the point, adjacent t o  extant crib dock remains, revealed the  presence of iron 
spikes, used in the construction of crib docks, along with various pieces of broken 
crockery and other miscellaneous nails. There is no question that this is the 
location of the CCC crib dock associated with C a m p  Siskiwit. 
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Conclusion: Confusion over the original site of Camp Siskiwit wi th  its Mead Lumber 
Company location has resulted in some difficulties in identification of photographs 
from the t w o  camps and has led to  an inaccurate interpretation of the history of 
this activity by present day park staff. The continued use of the camp name 
Siskiwit by the CCC volunteers, the removal of nearly all buildings f rom the original 
site, and the oral history regarding the site, has undoubtedly contributed t o  this 
confusion. As a result, no baseline eultural resources survey of the original location 
has been undertaken. The Senter Point site of Camp Siskiwit should be investigated 
and recorded by the park. 

Further examination of the area immediately offshore of the Senter Point CCC dock 
maV result in the discovery of addirional artifacts that could be used as part of an 
interpretive display or program. Documentation of the dock remains should be 
completed; this can easily be accomplished by a combination of wading and 
snorkeling the area. 

While the o ld  crib dock does not represent a significant cuttural resource of i ts own 
accord, the overall story of the CCC on Is le Royale and i ts impact on the 
development of the park should be interpreted. Photographs of the extant dock 
along with Wolbrink's historic photo record, combined in a small  brochure and 
self-guiding hike t o  both camp locations, could provide the casual visitor t o  this 
area a richer understanding of  the development of the park and the Civilian 
Conservation Corps. The crib dock should be included a s  part of the CCC Camp a t  
Senter Point and recorded as a S t a t e  of  Michigan historic archeological site. 

The area of the crib dock a t  the Mead Lumber Company location should be 
investigated and remains documented. This second dock area may contain a 
diversity of arrifac'ts that are associated with both lumbering and CCC activities. 

Other Known or Suspected Sites 

Siskowit  Mine 

The historic Siskowit Mine offshore location was very briefly examined on t w o  
occasions in 1984 and 1985. This area contains cultural remains f rom the 
prehistoric period, the historic mining period, and modern remains f rom the 
mid-I 930s. 

Historical Background and Description: One of the earliest writ ten documents about 
prehistoric copper mines on Isle Royale comes f rom C. G. Shaw (1847), who was 
mining on the island in the 1840s. tn 1849, an article entitled "Ancient Workings" 
appearing in The Lake Superior Journal (1849:2) carried a brief description of Shaw's 
1847 finds. A subsequent article, "Isle Royale", reported the additional discovery of 
prehistoric mines near the Siskowit Mine in Rock Harbor (1854:2). Dustin also 
specifically refers to  the presence of prehistoric mines in the Siskowit Mine area 
( 1930:495). 

Organized i n  1844, the Isle Royale Union Company went through a series of 
reorganizations, eventually emerging as the Siskowit Mining Company in 1849. 
During this period the company conducted a number of explorations on Isle Royale 
Concentrating on Mot1 and Outer Hill Islands. By 1850 the company was 
Concentrating its efforts on the historic mine 1ocation;across Rock Harbor Channel 
f rom Mot t  Island, that bears i ts company name. The Siskowit Mine was established 
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Fig. 6.63 a & b. NearlV intact prehistoric pot found in Rock Harbor C h a n n e l  in 
August, 1985. This pot has been dated to circa 1020-1200 A.D. It is the most 
intact example of this pottery type found in t h e  region to  date .  Photos by Patrick 
Martin. 
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1.JI) r i  1u11e r1 Pl ias o po t.tery  J 1 1  i ts  s t v  I i s  t i  i: xfCir i  iciB s or  i1 1  s p ira ti CI ns f r o  in L: tic 
Onlal-io liorrrelaiid [lie Iroquois, arid has tieerr rla~terf f rom c i r c a  
120[1--14Oc) A.D., or per l iaps  evei i  later. A l lach ing  ;in e-L-hnic ident i ty  .to 
rrialet'ial several cer i ' tur ies old ... i s  Lenuocrs ... bu.P rnakers ol' th is  po t  
were  probably ancestors  o f  [t ie Cti ippcwa, or Ojibwa people who l ived 
in  this reg ion when Etiropearr explorers Tirsl visiked here (Nlarhn ,1985) 

Since t he i r) i-tia I evil I ua t  i oi j ,  'tIi8 I-esI II IS  o f a (:(; e I era [or- a ide ( I  rad i o c ii I-bo17 a iia Ivs i s 
have been received and a more co i ic lus ive date -for .the pol has been detcrrniriccl. 
[ l a l i ng  Irorn '1020 .to 'I%c)O A.D., ,the p o l  is now ascribed to  the  carly, ra i l i c r  l trai i  l a l e  
w IIC)Cl Ii~t i  d perio ( I  il s o rig i11 a IIy b c t iev cd  ([jr.  Pa t r i(: k IVla r,ti t i ,  pc i-sor i  i i I (; o r n  rn 11 r i  ic at io i i  
Apri l  19U7). 

Ad  ( A  i l i  CJ r i  B I liesoa  rc l i  1.ot:;i i io  II S  

All lrougti  tsle l toyale  was cs.iiil)lisCiecl iis a Naiiorinl Park in  order  to preserve i ts  
wi lderness va l~ ies ,  QIie range o i  I ic i rnar i  ac i i v i l y  frorri t l ic prcli istorir: per iod to 
p res c r i  t--d a v to  LJ ris rri h a  vt' Ic t t  Ih e i r i r r i  [irir i l  o r i  L: t i  e i s I i~r i d .  1V 11r r ierou s p re1ii sto ri c 
sites have been docLirrieriLetl on rtic island, rnany are alorig .the stioretirie o r  just 
inlarid. Giveri .lire d iscovery 0 . f  .the prehistoric: p o i  i r r  flock l-larbor Charinel, 
exarninaricin of of ls t io ie  areas of kriowri si tes could prove fruiLfu1. 

Wlariv o f  .the stuu(:kires i lsso(:ialcd w i th  -the historic: per iod have ei-i-tier been 
dernolisfied or  a l lowed io i le ler iorate ot i  their own. Their su r f t c ia l  rerriairrs have 
often beer, c;r~rr~promist l i lby the eslablisiirrrerrl' of camping areas, o ther  visi tor use 
areas, park service iacililies, or  yctiet-at site clean up fo l lowing razing o.[: bciildiing!;. 
In a nuniber 0 - f  c a s e s  I i is tor ic  wharfs or  docks l iave been dest royed o r  al, lcred 
durii ig -the process  of rcp lacernc i i i  or irnproveirierrL loi- rnoderi i  use. However, the 
cornparalive d eg ree o-l' "d a r na g c" d1113c' tu l i ie 11 r i  d t!rwa te  r (; o inpone t i  1s o 1: t t i  c' va r i o11s 
land-based sites, disccisserl previoiisIV i r i  chis r;hapter, h a s  been rnini inal.  The mos t  
severe ir n  pa(; tr; c o mirI 0 f r o  in drcdy i r i  y iis s uc ia Led w i t t i  1tic c o 11 s 1ru(: I'io I I  a t i  Cl 
rnaiIi1erianc:e of d o c k s  or o t h e r  park facil i t ies. 

Ttie prel iminary inforrr iat ion gaLlicred t i i  each  reproserrlal ive site discussed i i i  th is  
c ha p ter t I ii s a I recidy prov i de tl rerr i a r ka bIe i t1 s ig 1 1  t s iri.to .the p ret i  is Cory a nd 1 1  islory wf 
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Is le Royale. With this knowledge a s  a baseline f rom which to  draw tentative 
conclusions, it is reasonable t o  assume that other land-based sites wi th underwater 
components may  also contain a great deal of valuable information. 

Conclusion: A s  of 1984, thirty-seven prehistoric sites were documented on Isle 
Royale (Maass 1984). Those sites that are adjacent t o  the shoreline, rivers or inland 
lakes, should h a v e  a n  offshore reconnaissance. The offshore areas of possible 
Northwest Fur Company and American Fur Company trading posts should he  
examined for both early fur trade and fishery station remains. Each of the historic 
mines required the Construction of small  docks or  wharves, these should be located 
and documented Docks and underwater remains associated with lumbering, recent 
fishing, resorts, the lighlhouses and the CCC should also be examined and evaluated 
f o r t h e i r historic a I sig nif i ca nce . 

Maass' undesignared cultural sites inventory (1984) and the park's designated 
cultural sites list are excellent starting p laces for  planning of future surveys and 
documentation efforts. Liberal use of the park's building and dock files would also 
be useful in this regard. These records should be incorporated into park historic 
files after use by park resources management and maintenance divisions. Oral 
histories and contemporary writ ten accounts are also an important part of 
preparation for the survey and documentation process. 

Vernacular Watercraft 

Numerous examples of small wooden watercraft are present a t  Is le  Royale. These 
vessels represent a local expression in boat design that was developed t o  meet the 
physical requirements of t h e  work engaged in, and to  function in a variety of 
weather and water coriditions around the island. Similarly, t h e s e  vessets were 
developed within limitations of low cost, available materials, repair and maintenance 
by possibly amateur builders (the owner), and construction by "semi-pro" (locally 
recognized a nd/o r part-t i  me), and professiona I btl i Ide rs. 

In t h e  heyday of sail, in particular the latter half of the 1800s, about 200 distinct 
types and subtypes of small sailing boats were used in North America (Chapelle 
1951:3). The vast majority of these vessels are now gone, their usefulness passed 
when the sail was replaced by the low-cost gasoline engine. Isle Royale's sailers 
were phased out by the use of the gasoline engine. In their place the "gas-powered 
boat" became the workhorse of fishermen, vacationers, and even the rescue 
services, i.e. U.S. Light-House Service arid U.S. Life Saving Service. 

Larger inshore, coastal, and Lakes sailing vessels, those from 35 to  40 feet and up 
used principally for  commercial purposes, were also designed t o  meet geographical 
and service needs. There were more than 100 tvpes of sailing craft used in the 
fisheries and in commerce between 1800 and 1900 (Chapelle 1936:xi). Unlike their 
smaller counterparts, these vessels were built in recognized shipyards b y  skilled 
shipwrights. These sailing vessels, l ike the small sailers, were gradually replaced by 
mechanization. Steam-powered vessels rapidly dominated commercial trade 
although, a t  least on the Lakes, some types  of intermediate-sired vessels were still 
gasoline powered. 

One of the problems faced by anyone artempting t o  describe or discuss vernacular 
craft i s  terminology. Like most of the country, small craft types on the Great Lakes 
have not been well  studied and nomenclature varies f rom area to area. It also 
varies f rom person t o  person depending upon age, ethnic background, and even 
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Fig. 6.64. Mackinaw sailboats were used on the lakes until after the turn of the 
century. This one is a typical Lake Superior Mackinaw with i ts high bow and sharp  
stern. National Archives photo, circa 1890s 

a 

a. b. 

Fig. 6.65 a & b. The fishing skiff was a s m a l l  rowed boat with a sharp bow (left), f l a t  
bottom, hard chine, a n d  f la t  stern (right) used by c o m m e r c i a l  fishermen. The skiff at 
right exhibits an early stern configuration, a d e e p  transom extending to  t he  bottom. 
NPS photos by James Bradford (I.) and Joe Strykowski ( r . ) .  
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Around the turn of the ceiilurv, the fishing skiffs were made with a sharp stern. 
Because of the lack of  safe bays and harbors on the Minnesota shore, the skiffs, l ike 
the Mackinaw sailer, had t o  be launched off s teep slides; the sharp stern prevented 
broaching in the waves. As many as 350 were launched f rom areas on the 
Northshore when herring fishing was a t  i ts  peak. Two Isle Royale fishermen, Bruen 
and Petersen, a re  reported t o  have made a slide off t h e  steep northeast side of 
Houghton Point so they could launch their skiff because all of the bays and coves  
were filled wi th herring fishermen (Sivertson 1987). 

l a te r  the fishing skiff became square-sterned, although it retained its hard-chine, 
and high-sides varying f r o m  20 to  24 inches deep. These skiffs were, above all, a 
stable work platform upon which to haul fishing nets (Fig 6.65a). Early skiffs had a 
deep transom that extended t o  the bottom (Fig. 665b). In order to  make it easier t o  
row, the  beam on a f ishing skiff was just a little less than 1/3 i ts length (Hill 1987). 
Because of i t s  use in herring fishing, this vessel was often referred to as  a "herring 
skiff". Its use was contemporaneous with the Mackinaw sailboat, the Mackinaw 
being used in open water, while the skiff was used in relativelv protected locations. 
Fishing skiffs continued in use well into the early 1900s. 

Another style of rowed boat was popular wi th  vacationers during the resort era on 
Isle Royale, circa 1890s ~ 1940s (Fig. 6.66). This  vessel was round-bottomed with 
rounded sides and a gently sweeping fantail stern. This type of stern has also been 
called a "Y" s tern by some Is le Royale fishermen (Milford Johnson Jr. 1987). 
"Construction w a s  either lap-strake or smooth seam, but always round-bottomed" 
(Hill 1987). While the fishing skiff was built out of oak and native white pine, the 
rowboat/rowing skiff was very often built of cedar strips, although both were plank 
on frame, ie. carve1 (Hi l l  1987). Craft built f rom cedar or white pine strips are 
generally referred t o  as strip boats. Popular lengths for  these recreationat boars 
were 12, 14, and 16 feet; their breadth being just under 1/3 the length (Hill 1987). 
Unlike the high-sided f ishing skiff, the rowboat has  only a 14 to '16 inch depth. 

Simply called a rowboat by fishermen and local boat builders (Milford Johnson Jr. 
1987; Hill 1987), i t  was referred t o  as  a rowing skiff by resort owners and summer 
residents (Phil Gale personal communication, March 1987; Marjorie McPherren 
personal communication, February 1387). When asked about the resort owner's and 
summer resident's adoption of the term skiff f rom the fishermen and boat builders 
Reubin Hill replied: 

Well of course a lot of people have a name for them, just like a brown 
horse, o r  a black horse .... Its about the same thing with a 
round-bottomed boat, it's just a round bottom. But those [rowboats] 
are not called skiffs, a skiff is a chine job that the fishermen mostly 
was using (Hill 1987). 

Examples of both the fishing skiff and the rowboat/rowing skiff are known to exist 
around Isle Royale. The locations include: Wright Island - herring skiff, Tobin 
Harbor - rowboat/rowing skiff and herring skiff, Crystal Cove - herring a n d  
rowboat/rowing skiffs, Johnson Island - herring skiff, Malone Island - unknown skiff 
tvpe, Washington Island - herring skiff, and Barnum Island - herring skiff. 

The gas boat is an all purpose work boat and "the most revered type of fishing craft 
around Isle Royale" (Cochrane 1982:55). At t h e  turn of t h e  century g a s  boats were 
built as  double-enders, adapting the double-ended Mackinaw hull t o  motorization 
(Fig. 6.67). Shortly thereafter, the double-ended style was dropped in favor of the 
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Fig. 6.67. SKIPPEFI SAIVI, a double-ended gas tioa't hLiil.1 in itre 'I93Os, was equipped 
w i th  a 4 cylit lder erigirie n-iotrrucd arnidships. tt's ex is- icnce is an a n o m a l y  since 
double-eriders l ike this s.toppcd being bui l t  j u s t  af-l-er the lurri of  -the century. NPS 
photo by J a m e s  BradF'urd. 
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roomier raked square stern. Double-enders were also catled canoe-backs by focal 
fishermen and boat builders (Hill 1987). 

The "hot head" or  "hot tube" engine was used in the early gas boats a n d  were the 
forerunner of the diesel (Moe 1987; Sivertson 1987; Hil l 1987). Kerosene-fueled and 
started with a b low torch, these engines could not be used in an enclosed area 
because of the fumes they gave off and the danger of fire (Moe 1987). Fishermen 
often carried a sack of flour or sand with them just in case a fire starled (Sivertson 
1987). Doubte-ended gas  boats were later equipped with 2 cycle marine engines 
with 1, 2 or  3 cylinders (Moe 1987). Early manufacturers, recalled bV Stanley 
Sivertson, Elvis Moe, and Reuhin Hill, included Scripps, Palmer, Fox, Knox, Straubal 
(sic), Detroit, a n d  Kahlenberg. 

The Depression years a lso marked the transition period between 2 and 4 cycle 
marine engines: 

... some of t he  fishermen used car engines, because they had a 
transmission in them, and to  set the hook lines they could shift down 
into low gear or second gear. And when you were setting nets, i f  i t  
was a calm day it was nice and you didn't have to  fuss wi th the 
engine, you could just put  i t  in low gear or second gear. I f  i l  was 
rough, and you had to  head up against the wind, or the wind was on 
the forward quarter, well you just put it in high you see. And with 
hook lines it was especially nice, being able t o  shift was the ultimate 
(Sivertson 1987). 

The most  popular engine was the Buick 6-cylinder Master 29, although 4-cylinder 
Studebaker, Chrysler, Dodge, and Model-T Ford engines were also used (Moe 1987; 
Sivertson 1987). Car  engines were used for practical reasons as well; during the 
Depression these engines could be purchased for $1  00, considerably less than 
marine engines (Moe 1987). 

A surviving example of a double-ended gas boat exists a t  Wright Island (Fig. 6.67). 
According t o  lngeborg Holte, SKIPPER SAM was built by Charles J. Hill in the 1930s, 
on a special request, for  her father, Sam Johnson. 

The "typical" modern gas boat was widely used from the early 1930s through the 
1950s (Fig. 6.68). Many of the wooden-hulled Isle Royale and Northshore gas boats 
were made by master boat builders, principally the Hill family of Larsmont, 
Minnesota. 

Based upon the Mackinaw hull, t h e  gas boat ranged between 20 and 28 feet long. 
The length of a boat was determined by what size the fishermen could handle: 

... particularly in areas where they had to pul l  the boats u p  on a ramp, 
if they didn't have good shelter ... many of the fishermen around Isle 
Royale, as well as here [Minnesota], wanted  24-footers, 
round-bottomed boats. A few were a little larger, but most ... were 
looking for about a 24-footer. Many of those were on Isle Royale, 
down in Siskiwit and on the Northside, in Washington Harbor, Belle 
Is le  and that area (Hill 1987). 

A rule of thumb was t o  make the beam on a gas boat 1/3 the length (Hill 1987). 
Gas boats were open decked and carried an inboard engine mounted amidships. 
These plank-on-frame boats were constructed with a sharp bow and raked square 
stern, to make them easier t o  handle in rough weather. A number OC Hill's boats 
had a cur-away stern, rather than a big wide deep transom, to  improve their 
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Fig. 6.68. A t yp i ca l  modern yasboa.l: circa 1950s. I ts  raked square storrl, sharp high 
how, and strong sheer, ref1ec.i: i'ts IVIackirraw i i t i l l  b ieg i r in i tqs.  NPS phol'o. 

Fig. 6.69. A double-ended taurich at the  turir of the century i s  basical ly the  same 
hull a s  SKIPPER SAM (Fig. 6.67), the tac inct i  was difCeren.t frorn the gas  boat  o n l ~i r i  
name. The Mackinaw hull shape was sirnply adapted lo motorization. Photo 
courtesy of Ca-thryn Baker. 
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handling In a fol lowing sea. That type of modified square stern would "split the sea 
when running ahead of it" (Hill 1987). 

The keel, transom, stem, and frames were constructed out of white oak. The first 
t w o  planks f rom the keel were often oak as well, "to give the boat a stronger 
backbone" (Hill 1987). Cypress or cedar were used for a portion of the bottom and 
the remainder o f  the vessel constructed using native white pine. Gunnels were of  
oak because of Its straight grain and its resistance to peeling with the grain when 
nets were hauled over the sides. 

During the height of their popularity in the 1940s, gas boats were generally 
equipped with a 4 cylinder gasoline engine. Common manufacturers were Doman, 
Oshkosh, and Redwing out of Wisconsin, Chrysler and Grey Marine out of Detroit, 
Campbell, Hercules, and Kermath (Moe 1987; Hill  1987; Sivertson 1987). The most 
popular engine among Isle Royale and Northshore fishermen appears t o  have been 
the Grey Marine'; Reubin Hil l installed more of those than any other (Hi l l  1987). 

The gas boat replaced the Mackinaw sailer and was used in open water fishing for 
lake trout, whitefish, and siskiwit. The larger "open [gas]  boat of 24 t o  26 .feet [was 
camrnonly] used for  hook lines, float nets, and gill net fishing" (Sivertson 1987). The 
gas boat also eventually supplanted the -fishing skkff, that craft being relegated t o  
Occasional and recreational use by fishing families. 

The same hull used for gas boats, built ,for recreational purposes rather than as  a 
work boat, was referred t o  as a launch or motor launch (Marjorie McPherren 
personal communication, February 1987; Johnson Brothers Brochure 1940). Both 
fishermen and boat builders considered the launch a resort-related boat (Sivertson 
1987; Hi l l  1987). In the latter 1890s and early 19OOs, the double-ended launch was 
not uncommon (Fig. 6.69), however l ike the double-ended gas boat, that stern 
configuration was dropped for the roomier raked square stern. A typical post-1900 
resort-era launch on Isle Royale, many built by the Hill  family, was described by 
Reubin Hi l l  as: 

I . 1  one that is used for commercial use, for  taking people out ... thal: 
was fancied up a l i t t le  bit  different. It maybe had a top the full length 
of it and curtains lo  drop down in case of  weather. That's what the 
boats a t  Rock Harbor were (Hill 1987) (Fig. 6.70). 

In the 1920s and 1930s, launches were larger-sized, typically up to 30 feet. TWO 

such launches used around Isle Royale a t  that t ime were SUNBEAM and LADY 
RUFFLES, the "fancy boats" (Sivertson 1987). 

The raked square-sterned launch, unlike their working counterparts, may have been 
f i t ted out with decorative brass rails and conslrucled using cedar wi th some 
mahogany (Fig. 6.71). More recently the 12, 14, and 16 foot launches, consstructed of 
cedar strips a n d  equipped with modern outboard engines, have become  popular with 
sport fishermen in the area (Hill 1987). Today this vessel  t ype  is called an  outboard 
boat or runabout. 

By t h e  1930s, the stern on both the launch and the gas boat took one of three 
forms, a fantail, a raked square stern, and a cut-away stern (Fig. 6.72). While a n y  of 
the three were used for  t h e  launch, the square stern and cut-away stern were 
preferred by fishermen. 
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Fig. 6.10. A kypical post-'l"I resort-era l i~Utl(:h on Isle Rovale had  a top the full 
length of it with c u r t a i n s  PO drop down irr case of had weather. The boats at Hock 
Harbor I . . o ~ $ J c  wt? re  very siinil i ir t o  NI'WSRCIY, ii ' I W O  I a c i t I c l i  from IPort I-furoir, 
Michigan. PhoLo cour tesy  of C a ~ l r r v i iBaker-



Fig. 6.72. By t h e  1930s t h e  stern on both the launch a n d  the g a s  boat  took  one of 
three forms, a fan ta i l ,  a raked square  stern, a n d  a cut-away stern. The fantail and 
raked square stern were also seen on t he  larger fish tugs, . the tatter being t h e  most 
common. NPS photo. 

Fig. 6.73. A stripped down NOR'LAND is being towed by NELLS J. B o t h  vessels are 
typical 1930s - 1950s Lake Superior f ish tugs. The influence of t h e  Mackinaw hull is 
ctearly evident in these vessels. Photo courtesy of Ken Vrana. 
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tail stern, meaning in this case that the fantail planks swept: or extended up  t o  meet 
the gunnel  a t  the level of the main deck. Master boat builder Reubin Mill described 
that attribute as: 

... fancied up a little bit. But that kind of stern keeps the weather 
down .., especially in a fol lowing sea. ... its a t r immer boat (Hill 1987). 

More commonly the vessels had a raked square stern, that is, a small transom6 

(see Figure 6.73). The square stern was preferred over the fantail, because i t  was  
easier to  clean. As the excess material used in a fantail began t o  deteriorate, 
fishermen often sawed the stern off and p u t  in a transom (Siverrson 1987). In order 
to keep the sterns f rom looking boxy, the Hill family worked a "tumble-home" into 
the stern; t h e  g u n n e l  was "rolled in a little bit  f rom the bilge" (Hill 1987). Other 
common adjectives used t o  describe fish tugs are "round-bottomed" or 
"soft-chined" (Hill 1987; Mil ford Johnson, Sr. personal cornmunication t o  Ken Vrana, 
1979). 

Another category of tug, used in commercial activities other than fishing, i s  referred 
to as a work or harbor tug. With basically the s a m e  hull as a f ish tug, the major 
differences in the work tug were heavier frames, thicker hull planks, and an 
abbreviated cabin configura-rion allowing more open deck space.  

After conversion t o  other uses, principally transportation or pleasure cruisers, fish 
tugs were referred t o  as  simply passenger boats or cabin cruisers. Two converted 
fish tugs, BELLE ISLE and  Kauppi's ISLE ROYALE QUEEN, serviced several of the 
resorts around Isle Royale in the early part of This cen-tury. 

Examples of fish and work tugs around Is le  Royale include AW-WA-NESHA, 
DAGMAR, STANLEY, and an unidenti-lied tug in Five Finger Bay. AW-WA-NESHA, 
launched in 1922, was bui l t  along the lines of a commercial fish -tug, although its 
early use was in the passenger/freight trade (see Figure 6.74). Purchased in 1937 by 
Holger Johnson and Otto Otsen, the vessel was "converted" t o  commercial fishing. 
No longer principally a passenger boat she was then referred lo  as a f ish tug.  Lost 
i n  Chippewa Harbor in 1955, this vessel is one of several fish tugs either known to  
exist or suspected around Isle Royale. 

DAGMAR, launched in 1914, was also built along the lines of a fish tug. Used as  an 
inland coastal freighter, it was purchased in 1930 by Arnold Johnson and used as a 
fish tug and later a freight/passenger boat. DAGMAR was lost  in 1935 
approximately 1/2 t o  3/4 mile northeast of Chippewa Harbor. A t  the t ime  of  loss, 
the tug was owned by the Brazell Motor Freight Company. Two additional examples 
of fish tugs include STANLEY a t  Star Island and an unidentified vessel rumored to  
exist off Caribou Island. 

The fish tug  STANLEY would have been described as sharp stemmed, 
round-bottomed, wi th a square stern (Fig. 6.75). The f ish tug is 42 feet 5 inches 
long overall, a breadth of 10 feet, and a depth of  hull of 4 feet 6 inches. From keel 

6The square-slerned tug  was not blunt-ended, rather it too was over-hanging 
and had a pronounced counter. A more descriptive term for this stern configuration 
would be "square-sterned fantail", although that particular terminology was not used 
by any of the individuals interviewed. 
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Fig. ti 74 Fish l ugs  geiling outfitted for the fishing season o r 1  Lake Superior in the 
1940s 1950s JETFERY (center) was owlied by  IVlilford arid Arnold Johnsori of Star  
Island All-WA-NEkSHA was owriod arid operaled bV Clolyer Jorisori, IialTFbrolher 
t o  1Vliliot-d and Arnold C. Palr ick Labadie Collecliorr 

, ! 
'1 b 

Fig. 6 75  a PA b STANLkY exl i ibi ts 1vpic.al aLLtibuLes u l  Lhe 1930s era fish tug or) 
Lake Superior Her sharp, high bow dnd rdked square s ler r i  made tier very 
seaworl l iy .  NPS pliulo by Jotti\ Hroolts 
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t o  rai l  it was constructed entirely o f  wood, however, iron spreader bars a t  deck level 
are present. The keel, stem and sternpost are of oak. Planking i s  1 3/4 inches thick 
and 6 inches wide, while the ceiling width varies f rom 3 1/2 t o  5 1/2 inches. The 
engine was mounted amidships, and a t  the t ime of STANLEY’S loss, i t  was painted 
green. The tug, owned by John E .  Johnson, was built in 1914 in Two Harbors, 
Minnesota. 

STANLEY sunk adjacent to  the main f ish dock a t  Star Island sometime prior to  
1935. After abandonment it was stripped of the engine, other useful items and 
possibly the cabin, and scuttled approximately 150 feet southwest of the dock in 
Loreli Lane in approximately 20 feet of water. When examined in 1982, she was 
listing to  port approximately 40’. STANLEY is intact up t o  the level of  the deck, the 
gunwale is  present only in the first 4 feet 5 inches aft of the stem; the cabin is 
absent. STANLEY is  typical of a circa 1920s to  7930s era fish rug. 

The f ive Finger 3ay tug was spotted in 1976 during a flight over the island. After 
its discovery, park divers visited the wreck in order to  obtain some information 
about her. The unidentified work tug  is typical of i ts type. The tug is equipped with 
a 4 cylinder Doman gasoline engine mounted amidships and is approximately 40 
feet tong wi th a 10 foot beam. The hutt is heavily built, a small cabin and 
pilothouse a re  amidships, and a t o w  bi t t  is in the stern. The only clue t o  the tug’s 
identity is a 1920 Michigan boat plate,  number 68. Records that could have 
provided additional information about the vessel’s past were destroyed in a fire, 
although a long-time Isle Royale boat captain suggested that the tug m a y  have 
been used in lumbering activities (Roy Oberg personal communication t o  Ken Vrana, 
August 1984). In the 192Os, pulp logs were transported across the lake in booms, 
large log nets connected by chains. Tugs, similar t o  t h e  one in Five Finger Bay 
were used to t o w  these booms, and were referred to a s  boom-log tugs (Oberg 
1984). Illegal salvage activities by divers in 1977 adversely impacted the vessel, but 
s h e  is still capable of providing a great  deal of architectural information to maritime 
historians and recreational enjoyment for sport divers. 

Steam boats or steamers are simply any stearn-powered vessel used for 
commercial purposes. The Booth t ine vessel AMERICA, discussed elsewhere in this 
publicarion, was referred To as a steamer. Even after the introduction of large 
diesels, t h e  terms steam bbat or steamer were still used locally to describe large 
commercial vessels as discussed in previous chapters (Sivertson 1987; Milford 
Johnson, Jr. 1987). 

Whether steam-powered or sail-driven, any “large” vessel privately owned, used 
strictly for pleasure, and not for  hire, was referred t o  as a yacht, more specifically a 
“rich man’s yacht” (Marjorie McPherren personal communication, February 1987). A 
well-known yacht was owned by G. W. Megeath, who maintained a 100-foot sailer 
in Amygdaloid Channel in the 1920s (Marjorie McPherren personal communication, 
April 17, 1987). Another well known example of a yacht i s  the 100-foot WINYAH, 
owned by Andrew Carnegie. This vessel was later purchased by H. Christiansen a n d  
Sons, fishmarketers, to  replace the freight and passenger service provided by 
AMERICA (Holden 1976). Stripped of  all luxury accessories and  converted, rhe vessel 
was generally referred to as a steamer. Remains of PEGGY BEE, a 65 foot yacht 
that caught f i re  a t  the Singer Hotel dock in Washington Harbor in 1928, may be 
found in the channel toward Booth and Grace Islands (Holden 1984, 
correspondence). 
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Known examples of vernacular watercraft should be documented and evaluated for 
their significance as either part of a thematic group on their own, or as an addition 
t o  the existing Shipwrecks of Isle Royale National Park Thematic Group Nomination 
(Carrel1 1983). Suspected locations of vernacular craft should be investigated and 
known locations of unidentified craft, like the big 10 shipwrecks ringing Isle Royale, 
should be carefully documented and their histories recorded. 

The major shipwrecks around Isle Royale were documented using historical and 
archeological techniques. However, unlike the big 10, the vernacular watercraft are 
best documented in those terms used by t h e  peopte who were involved wi th  them 
on a dai ly  basis. The model used in this section on vernacular watercraft i s  
basicallv an ethnographic approach. Isle Royale, along with the  other wesrern Lake 
Superior National Parks, may be in a unique position to  continue this study of 
vernacular craft using the  same  model simply because there are sti l l  a f ew  
individuals alive who possess knowledge of these vessels. It is, a f ter  all, the 
vernacular watercraft that played a major part in the lives of the people on Isle 
Royale a n d  that occupy a special place in the maritime his-tory of Isle Royale and 
the Lake Superior region. 
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CHAPTER VII. MANAGING SHIPWRECKS IN A NATIONAL PARK: 
THE ISLE ROYALE EXPERIENCE 

Introduction 

Public use of shipwrecks a t  Isle Royale predated the establishment of the Park, the 
advent of scuba diving, and even the presence of the wolves, which are a major 
natural resource interest on the island. As in many other maritime communities, the 
misfortune and tragedy associated with shipwrecks was tempered by some real 
benefits. These events granted fishermen lumber for  dwellings and f ish houses, 
unexpected groceries, salvaged hardware and tales to  pass  on over coffee or 
brandy. 

From Isle Royale,  Lake Superior, come reports that i ts fishermen are 
suspected of  having rifled the bodies of the vict ims lost in the ALGOMA 
disaster last fall .... The revenue cutter ANDY JOHNSON leaves 
Milwaukee tomorrow for Lake Superior and will probably make a 
thorough investigation .... This theory  is strengthened by the finding of 
mutilated clothes a n d  articles of value in their cabins (Detroit Free 
Press Aug. 2, 1886) 

Although the accusation was probably untrue or greatly exaggerated, tales persisted 
about Is le  Royale fishermen "cleaning up" after shipwrecks. Of course, other 
non-diving lsle Royale residents and vacationers also scavenged shipwrecks or  
submerged sites. Light fixtures f rom EMPEROR still i l luminate a life lessee residence 
on Captain Kidd Island. A recent examination of artifacts donated to  the Isle Royale 
National Park temporary museum and perusal of popular literature references reveal 
a surprising variety of private collectors. 

With the establishment of the National Park in 1940, Island residents and the general 
public involved in removal of artifacts f rom submerged cultural sites were joined by 
National Park Service employees. Park management a t  the time showed no 
consciousness of these activities being threats t o  underwater historic sites. With 
the advent of sport diving during the later 1950s and early 1960s, these threats took 
on an  added dimension. 

The story of h o w  Isle Royale National Park (NP) as a managerial entity became 
aware of the historical significance of the shipwreck sites, went -through a period of 
ambiguity regarding their appropriate use, and finally settled on the present policy is 
an intriguing one. Public agencies have a convenient aspect t o  them from a 
historian's perspective: they leave paper trails. In the fol lowing pages we will let the 
Park superintendents and other players from inside and outside the Service speak in 
their own words t o  establish an administrative history of the Park regarding 
submerged cultural resources. That section wil l  be fol lowed by a comprehensive 
look a t  present day submerged cultural resources management a t  Isle Royale. 
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Ad miinis 1r a Live 1-1 i story 
~~~~ ~ . . .  

Bernie Ges-tcl, a Park ranger wjth [ t ie INational Park Service reflected ( i r i  t h e  old days 
(1950s and l9GOs;)as an Is le  l ioya le  crr iployee oiid scuba diver: 

I ' h e  Park s't;rff didn't recogriizc! :;tiipwrccks as  a rer:i-r!atiorial resource^ I 
would te l l  e r r i p l o ~ e e saboul wha-t I saw and .the his.tory 0.1 .the wrecks. 
The s-kff seerrrcd interested, but not interested criough io protec.t t h e  
wrecks, a s k  what was bcir iy brought up or the  Park's rigtii to a r t i f a c t s .  
They scc ined un(:ori(:erned about what  w a s  there ... I -took advantage of 
the situation. l ' t ie re was a i i  "crpei-r scasof i "  ethic a r r i o l r c j  (l ivers. Not too 
much rcrnov;il of art i faces by othcr pr ivate divers aI: t t r a l  time, excep'i: 
ori tho AlVlEfilCA .... I f  1 w o ~ l d i i ' thave done it, sori ieoi ie e lse wou ld  If 
somconc e lse had tirought LIP these ar t i facts ,  the Park Service would 
t iever see l t ie i t i  (Paraphrascd f r o m  INPS Oral I-Iis.iory Ret:ording, GesLel 
IVlarclr 3, l983). 

One  0 - f  .[he f i rs t  "priva.i.c divers" to visil: AMCRICA was Jack Coghlan, a corritr iercial 
diver from Thunder Day, Oii tario. As t a k e t i  frorn t h e  D ~ i l u t h  . . .. .~. ....News Tribune in 1959 
(Apri l  28): 

Jack decided t o  tour AlVIEf3lCA j u s t  L)c!(:ause he tiad hoard ahou't the 
ship fu r  years. "It's s o r t  of eeric," tie s a i d  las t  week. "YOLI (:an st i l l  sce 
dishes O H  t t i e  si t lehuards,  arid I I i e  tables arc piled h igh  on one end ol' 
the  room" ... IVlore reward i i l t j  was tiis cii.Lry imto [ l ie  pursc:r's of-[ice, 
wh ich  l i e  ;iccoriip.listicd by breaking in .[tie door. Ruminaging in a n  old 
desk, he [ell a mass ol' paper, ihought l ie was weal thy arid f o u n d  'Chat 
the "batikriolos" were old snapslio-ts ... St i l l  i n  t h e  hold i s  an aricieri l :  
Model T Ford which lie said scctris i n  gorid coiiditiori. Cogtrl;irr t o o k  the  
c i i r ' s  horn  as  a souvenir.  Ariottiei- souveri ir  was a t)oL.lle of trical sauce 
tie Pound i n  thc dining room.  He  sa id i t  was " s o r t  of ripe." 

A riurri1)er 0 . f  s [ )o r l  divers visi lcd AIVIEIRICA dur ing t t i e  lalcr l95Os arid early 'ISGOs, 
accelcrat ir ig -i:lio at l r i l io t i  of [ l i e  wrec;I<'s fabt-ic arid s i r ipp ing i t  of rr1os.t portable 
a r Li.(ti(: i s .  Jack Sot: leb ic r, pa s t [I rt's i d ( ! t i  i: c) I: I:lit? Du I ut t-i F r igid  1: rogs ivc CILI b 
coni.irruir!tl l t i e  "takc wlial voii warrl" aCLiCiitle. Dur ing . t h e  l a t e  'I95Os approxirnatcly 
25 mcrrihors o l  Llrc cluti visi.lctJ /\IVILiI<ICA during oiic outirig. ]-hey saw no Park 
rarigers duririg ttle dives arid were uriswurc o l  a n y  reslrictions or1 Ihe wreck.  Jack 
s ta led  t t i a l  " i f  we had a char ico,  we'd pc i l l  . t t ia t  who le  s l i i p  back to  L1crIirth" (Personal 
Cor~irncinica-tion,Soetcbier Jair. 'Id, 'l911ii). These thoughts  a1tnos.t became reality 
durirrg .tlie rn id - . I960s wtiori Jirri IVlai~stialI,also o-l' Duluth, spcart ieadcd an at terupt  to 
raise AIVIFRICA IVIarsl-ialt bcl icvct l  ttlill ii larcji! p ropor t ion  of i t s  rel ics wera goirig to  
a yrowir ig :if)oft div i i ig  populalioti in iVIiii i icapolis/St. Paul, Wlinnesota. "By '1965, a l l  
portholes, rnost sinks pl~rsLhe engine rooiri ~ j a i i g t . ~ar id tools were  gone. Even the 
hood .froin the IVlodel T I i a d  tiocrr retrioved." IVlarstialI te rmed the exodus 0.f 

a r t if tl c.I:s "who Ic s a  Ic? loc) l i  r i  g " (Au c t 1or's Fie Id I\]oic s 'I 98 'I a rid Pers (3 r ia 1 
~ ( ~ ~ ~ ~ r ~ i ~ i r ~ i ( ; ~ l i t ~ i ~ ,Nlarstiall ,Jar\. 'I 0 ,  '1986). 

Wi l t )  awiireiiess growing arnorry rnemt)crs of Ltie scuba divi i ig commun i t y  that  a 
quality divincj expcrierice was available o n  AIVIERICA, it was incvi-table tha i  llrc public: 

...-would search for  o lher  si les. A n  article l rorn  The IV l i lwaul te~Journal  in  'I 965 (Jan... 

'I O ) ,  err ki i I(? d "SlJN KEN 1'RLlASIJRf. I IU1\11," f t ~r I: Iier...subs t a n  c s  the prevalor i l  c l t i ic  
aniong spor.I: divers. Ar thur  A. Viorthaler, t'rotessor ol' Ar t  a l  t h e  University of 
W i s c o n s i n  dcscri t)ss a ( l ive on tMl'flR(_)R. 

Wc al l  swaii i  dowri Lo whc rc  . t ic  pilot I iouse used tc1 bc.  This had beoii  
srrrasl-ierl by ,the icc, arid .[lie gapir ig black hole m a d e  some good st io ls  
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with Art [Wells] and Erich peering into the opening. Art  went in and 
returned with a running light and a taffrail log. We continued down for 
another 15 feet t o  the forward officers cabins where Ed spotted a small 
safe .... When the safe was finally freed we guided i t  t o  the surface 
with Kurt and Erich winching it f rom the boat .... No s torm seemed 
imminent and we were anxious t o  smash the safe open. By hammering 
and chiseling we finally broke the door off. Inside w e  found the ship's 
keys and eight $10 Canadian bills, wet but in good shape. We were 
disappointed, feeling that there should have been more. 

Formal salvage of Isle Royale's sunken vessels was also being contemplated during 
this period. On August 4, 1959 a seasonal Park ranger reported that a diving and 
attempted salvage operation was being conducted in the vicinity of Hawk Island. It 
was the expressed intention of the group to  locate and dive on the wreck of the 
steamer KIMLOUPS, which was believed sunk in the vicinity of McCargoe Cove and 
Todd Harbor in December, 1927. Mr. Coghlan wished t o  discuss the matter further 
and proceeded t o  Mott Island [Park headquarters). He was met  by Chief Ranger 
Zerbey who explained the numerous National Park Service, U.S. Customs and 
Immigration regulations which had been violated and was ordered by the Chief 
Ranger t o  leave the Park as soon as  possible. The rig departed from McCargoe 
Cove on August 7 after t w o  days of bad weather, and it was reported that the barge 
sank in Lake Superior on the return t r ip to  Canada (Isle Royale NP Report, Incident of 
Salvage and Diving Operation a t  McCargoe Cove 1959). This incident was reported 
in Time magazine where the salvor's intentions were clearly indicated in a quote by 
Coghlan: 

He yearns to  t ry for  the really big money that he is convinced waits for 
the taking in sunken Lake Superior treasure. Major b o n a n z a  is the 
Canada Steamship Line's KAMLOOPS, which went down off Isle Royale 
on Dec, 6, 1927, wi th a crew of 22 and, says Coghlan, $1,500,000 in 
papermaking machinery, plus liquor worth $750,000. Coghlan says he 
found the wreck in U.S. terr i tory last Aug. 6 in 150 ft .  of water, three 
fourths of a mile off the island. US. Park .rangers chased him off, says 
Coghlan, and he was on his way t o  get permission to  continue when 
the storm swamped his barge (Time Jan. 25, 1960). 

The question of bottomlands jurisdiction, wi th  implied ownership of  shipwrecks and 
control over sport diving, was becoming a confusing issue t o  Park superintendents, 
who were generally ill-prepared for dealing wi th such concepts in their management 
of a "natural area." Superintendent Lewis directed these questions through his 
Regional Director t o  the Assistant Solicitor, National Parks in 1959, even before Mr. 
Coghlan's attempt t o  find and salvage KAMLOOPS. The Assistant Soticitor Richard A. 
Buddeke returned his opinion t o  the Director, National Park Service on May 13, 1959. 

In his April 6 memorandum t o  t h e  Regional Director, Region Five, 
Superintendent Lewis of Isle Royale National Park states that several 
times during t he  past several years there have been incidents 
involving health impairment and near accidents caused by skin-diving 
[scuba]. Mr. Lewis believes that steps must be taken by his off ice to  
prepsre subsidiary regulations t o  prohibit  this practice. 

Mr. Lewis a lso wishes t o  know what jurisdiction the National 
Park Service has over salvage operations involving shipwrecks in t h e  
waters within the established boundaries of Isle Royale Narional Park. 

By letter of  May 19, 1944, to  the Governor, this Department 
notified the State of  Michigan that on July 1, 1944, the United States 
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would assume police jurisdiction over all the lands included in Isle 
Royalc t\latiorial Park ... Exclusive jurisdiction over t h e  submerged lands 
within -four and one-. t ra l f  miles of .the shore tine of Isle Royale Nalional 
Park, subject  io certain resorvatiotis I:Sta.te of IVIichigan reserves 
coritrol of submerged minerals, fisheries and fishiriy activities] not  
pert i r i  ent i r i  dele rrni rr i rig the quesl i  c i r i  p reseriled bv superintendent 
Lewis, was accepted by i h e  United Stales and becarrre effective or1 
Jariuarv I ,  I956 (21 F.R. 11 'I 'I). 

S houId it be de le rr r i  ined a drrr i11i s i ra t i  vely h a t  reg ulat io r i  s 
[; [Intro IIit i  9 or p rot i  ib it i rig e i.lII e r s kirr  -cl iv in g or sa Ivage o peratior1s 
wi th in t h e  established bouritlaries of Is le H o ~ i ~ l eNational Park arc 
necessary in order to carry  o u l  the purpose of the  Act. of August 25, 
191G (35 Stat. 535) LlVPS "Organic A[;'1"'], such regulations may  be 
issued. We bel ieve t h a t  the sugges.ted reyulatioris would be in 
consonance with the purpose of ,the IVational Park Service "to 
conserve the sceriery and the nrtural  ant1 historic: objects arid the 
wildlife herein arid Po provide -for the erijoymerjt of the same in such 
manner and by such rncar is a s  wil l  leave ttierrr unirnpaired for the 
enjoyrrierit of future generations" (NPS IVlernoraridcirn, Eiirddeke May 13, 
.I 959). 

Supporlirig Solicitor Buddeko's opiriiori was the Ariliqirilics Act 0-f 't906 (I-'ublic Law 
59-209, 34 Stat. 335), which provided .for "'the protection of his.toric, prehistoric a n d  
scientific reinairis, or a r i y  ohject  of ariliquity" on federal lands. . This a c t  also 
eslablished criminal sanctions f o r  unaulhorized destruction or appropriation of 

.. ..... ......IVIarmgerncri-t Guideline 28, A~icj .1985).an-tiquities (NPS Cul-tural Resources . . . ..... ~ 

Although Solicitor B~iddoko's  opiiiiari stlciricd clear in i ts intent, the issue of 
shipwreck jurisdiction became clouded with Lrriderlying Icgal questions spurred by a 
series of public salvage rcqucsis. MI*. Viricc! Jordari of Ritielandcr, Wisconsin 
coritactcd ls lo  R o ~ a l e  Naliotial Park during 'I 963 regarding salvage rights tci 
EMPEROH and KAWILOOPS (IV t)S Corrcspondcncc, Jordan Dut:. 'I 6, 'I 963). 

lVly ititcrest in salvagc o l  t t ie  two vesscls requcsicd a t  this tirric i s  
m o s t l y  in recovering hislorical arti[acls l h a l  I doriato Lo rnuseunis arid 
historical societies. I was in.leres.tcd, however, in .the possihilities of 
salvaging t he  cargo of ore that  is oil t h c  EIVIF'EHOR (NfPS 
Corresporrdenr:e, Schmidt Ju ly  2'1, I QG4)~ 

The sitcratioii was direcleil by Isle Royalc National Park a c l i r i ~ ~ S u p e r i r i l e r i d e r i t  
Raf tcry  to t t ic  Ass is tan l  Sol ic i lor ,  IVaiional Parks. through the Assistant Regiorral 
Director. An opinion from Assistaril Solicitor Berriat-d R. Ivlcycr lo I h c  Director of t h e  
Na t  i o r Ia I Pa rlc Sc rvi(: e s ta t  c! d : 

Concerning the suriken vessels in ( t ie waters of Isle Rovalo 
I\ latiorial Park arid r eques t ed  guidance oin the legal  aspec ts  involved in 
poss ibIc sa  Ivag CL 

II appears Lhal One of  l t i e  vessels  sLiiiI< in .I927 arid ihe otl ier in 
1948. Both are within Park waters .  As such, they are properCy of the 
Uniietl S la tes  should it be determined t h a t  .they have been abandoned. 
If .the original owners 0-f -the vessels, the uriderwri.krs, or ariy other 
success(irs in irr1eres.t of the vesscls or of the cargo have evidenced a 
corrlinuirig claim of ownership in ar iv rriannur, we canriot eriter irito 
arrariggeiTierI.ts for salvage by lh i rd  parties, sincc t h e  vessels a n d  cargo 
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could not  be said t o  have been abandoned and would not  be the 
property of the Federal Government for  disposition. 

However, i f  there has been no evidence of a claim of continuing 
interest in the vessels or cargo by the original owners, the 
underwriters, or any other successors in interest, it may reasonably be 
presumed that the vessels and. cargo have been abandoned, in v iew of 
the length of t ime since they sunk, and it could be determined that they 
are the property of the Federal Government, since they are wi th in Park 
waters. In these circumstances, the Federal Government may permit 
exploration wi th a view t o  possible salvage and may enter into 
arrangements with a potential salvor. 

Of interest in this regard is section 203(m) of the Federal 
Property and Administrative Services Act ( 6 3  Stat.  385), as amended (40 
U.S.C., sec. 484), which provides: 

(m)The Administrator is authorized t o  take possession of 
abandoned and other unclaimed property on the premises owned or 
leased by the Government, t o  determine title thereto in the United 
States, and to  utilize, transfer or otherwise dispose of such property 
(NPS Memorandum, Meyer Jan. 31, 1964). 

Isle Royale NP proceeded under Solicitor Meyer's opinion, but succeeding 
Superintendent Carlock Johnson brought his concerns t o  light in a memorandum t o  
the Northeast Regional Director on January 28, 1965: 

Interest in salvage of sunken vessels in Isle Royale is sporadic but  over 
the past few years has frequently been the subject of renewed interest. 
There is always the possibility of a serious attempt to initiate such 
actions. If this should occur it could pose several administrative 
problems as well as a general nuisance. Scuba divers, infected wi th  the 
fever of "treasure" hunting, are apt to  involve Park personnel in 
hazardous and expensive rescue operations. It is conceivable that 
objects of historical value might be lost as  a result of their activities ... 
we suggest that the right of the Federal Government t o  take possession 
of abandoned wrecks on Isle Royale, as set for th in the Federal Property 
and Administration Services Act (40 U.S.C. 484), should be considered in 
the view of a possible conflict with Maritime Law of Salvage ... We 
believe tha t  basic control can be achieved only if a clear title is vested 
in the United States Government. Obviously, i t  would be t o o  t ime 
consuming and complicated to  attempt t o  contact a l l  parties having a 
title interest in all ships that have wrecked in Isle Royale. Furthermore, 
it is doubtful i f  releases could be  secured since there are always some 
who would suspect ulterior motives. We would like to  suggest that  it 
might b e  possible t o  make a clean sweep and secure t i t le by a 
promulgation in the Federal Register whereby it would be announced 
that al l  wrecks located in waters, or  on lands, of Isle Royale are 
presumed to be abandoned and that the Government is claiming t i t le by 
virtue of said abandonment. If this action is not permissible, it appears 
that we are i n  the unenviable position of furnishing unsolicited storage 
for property over which w e  have no legal control (NPS Memorandum, 
Johnson Jan. 28, 1965) 

On March 25, 1965, Superintendent Johnson in a memorandum t o  the National Park 
Service Chief, Property Management and General Services added:  

We suggest that the Service initiate action wi th  GSA to  acquire t i t le t o  
a l l  vessels which have been wrecked on Isle Royale prior to  this date. 
Authority fur custody of this property can then be delegated Po the 
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prior t o  December 1, 1965. A s  in many other affairs, expectations often fail t h e  test 
of reality. 

Salvage operations were suspended on October 25th, due to the 
extremely unfavorable weather encountered during the last t w o  weeks 
of  the operation. At the time of suspension, the ship had been almost 
completely prepared for floating (AMESICA Salvage, Inc. Interim Report 
to Carlock Johnson, Nov. 22, 1965). 

During fall 1965 operations, AMERICA Salvage, Inc. president James Marshall was 
disturbed by threats t o  the physical well being of salvage team members, as 
received by letter and over the phone. "Salvage Master" Charles McCternan finally 
unlisted his phone number. Also, during a dive club meeting attended by Marshall 
in Minneapolis, Minnesota in December 1965, sport divers said they woutd rather 
throw scavenged arlifacts into the river, than donate them back t o  AMERICA 
(Author's Field Notes 1987 and Marshall, personal communication). From this same 
dive club meeting the Minneapolis Tribune reported; "They [sport divers] would l ike 
t o  buy the salvage r ights and not salvage ... remaining where she [AMERICA] Is, she 
wil l  be visited by an ever-increasing number of scuba divers for hundreds of years 
to come" (NORDIC DIVER July-Aug. 1974). 

Disagreement between citizens regarding recreational usage of AMERICA as a 
submerged public resource versus a "dry" private commodity was confronted by  
Minneapolis diver Merritt 3artlett, i n  a telegram t o  Vice President Hubert Humphrey 
on October 21, 1965: 

I am one of the National Association of Underwater Instructors for  
Minnesota and have been contacted by many interested persons who 
have asked m e  t o  inform you of  the following: A private Corporation, 
AMERICA Salvage, Inc., intends t o  raise and remove f rom Isle Royale 
National Park, within the week t h e  wreck of the AMERICA, a ship which 
sank in 1928. This appears t o  be a taking and conversion of public or 
federal properly for private use and must not be permitted wi thout an 
investigation and hearing to insure that the public wit1 not be damaged 
and al l  interested persons permitted t o  be heard. Furthern (sic) salvage 
of this nature, where a ship is moved over a hundred miles, must b e  
carefully executed or  the AMERICA wil l  b e  lost in hundreds of  feet of 
water in Lake Superior, wi th a resulting irreparable loss t o  Isle Royale 
National Park and the public. Please refer this matter t o  the proper 
party for immediate investigation, so one of o u r  most beautiful parks is 
not deprived of one of  its most  valuable attractions. 

The response to  Merritt Bartlett f rom NPS Acting Assistant Director Flynn 
acknowledged: 

We are advised that, in view of the continuing interest in the past in 
salvaging the S.S. AMERICA, it cannot be considered under the 
application of principles of maritime law as having been abandoned by 
i ts original owner or insurer and, consequently, the United States can 
claim no ownership interest in the vessel as  against either of  them or 
their successors in interest ... The foregoing wi l l  explain why the 
National Park Service has approved the salvage operation which is 
being conducted for the successor in interest of the original owner by 
S.S. AMERlCA Salvage, Inc. You may be assured t h a t  t h e  use permit 
authorizing the salvage operations provides for the protection of Isle 
Royale National Park (NPS Memorandum, Flynn Nov. 22, 1965). 
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Or1 April l 3 ,  966, Superiiiieriderrt Carlock Johnson issued another Special Use 
Perr r i i i  for  continual ioi i  of AWIEHICA Salvage, Inc. operations o r 1  AIVIERICA, duririy Ihe 
period ol January I io July I ,  196(;~ AIVIEf1ICA Salvage, I I I C .  divers arrived a t  Is le 
Royale duri i ig early M a y ,  'I91iG. Their stalus report to J a m e s  IVlarshall was nol: 
opl i  mi ist ic : 

The crippled s.tearner AIVIERICA, resting o n  the bot tom of Washingtor1 
Harbor at Isle Royalc since '19213, irray have been dealt a fa. lal b low 
when sorrieone reportedly dynarnitecl ii hole in her hull .... James 
Wlarshall, head of the  salvage cornpany, said tie received word 
Wedriesday irooi1 of tile slearner 's  apparerrt destruction Irorri sa lvage 
master Char les IVlcClerrrori ..., 1.i' w a s  or1 an  uxploralory dive that 
WlcClernan discovered that dvrrarriiters had, "blown the bel ly o i i l  0-I' -the 
bottom" of Lhe ship ... "I galtiered frtirri our brief t;rlk," IVIarstiall said, 
"That ihe  ship is very badly ctatriaged. IVlr:Clernan said,  I think, that  t hc  
AMERICA rnay be ur1salv;igeable try rneans ot our preseni aperatiurr" 
(Uululh IVews-Tribune May 12, 'I 9 G G ) .  

Plans for satvage conlinued by assessing diflererrt tectiriiques for raising the vessel, 
bu.t AlVlERlCA was not prepared .for the proposcd voyage bat:Ic lo Uulcilh wlrcrr the 
Special Use Permit deadline expired. On Augusl: '12, 1966, Jarrlos IVIat shall 
authorized h e  Federal Bureau 0-f lrives.ricJa.tior1'to "irispect the interior of -the blasted 
area" on AIVIERICA, through the Uni-Led S.tatus AlCorney, Westcrn Uis'lrict of IVIictiigarr 
(Corresponderice AlVlERlCA Salvage, l r r c .  Aug. 'I 2 ,  1966). AlVlERlCA Salvage, tnc. also 
applied for another Special Use Perrrrir t o  corl.iiricie salvage operaiions. 

Before i s  s IIi t i  g an 01her pe rrri it, S 11perinte r i  d c! r i  t Ca r loc I< J o t i  r I  so t i  a s ke d for advice 
frorri the National Park Service Rcgional Director, in a mernor;indum of October 'I 2, 
'I 966: 

As the record wil l  show, AMkRtCA Salvage, I r ic .  purctrascd .[he wrecked 
vessel and has beerr engaged in allerrrptiirg 'to raisc the ~ L I I Ifor  rernovat 
to  Dululh, IVIinriesota ... A s  o-f -this date, a l l  of the ef for ts have beer1 
unsuccessful .... One of tho reasorrs Mr. IVIarshall has given for the  
delay is based upori 'the al legcd dyrrarniiing of Ihc ship during .the past 
winter. This clilirrr was invesi igaied by the Federal n~rre;iu o,f 
II iv e s I i g at ion. 0r i  -s i te e xa Iri ir ia  i: iI)11 b v t ties e investigators s I-) ow n (1 
eviderice of a n  explosiorr arid [ t ie  clairri rnusl bc corisidcred as 
unfounded. The attached c o p y  of a lc t tsr  .from IMr. Wlarshall, ourlines 
the future p lans  of AlVlERlCA Salvagc, In[:. and, if approved by me, will 
entail issuance ol' anoitrer Special Use Perrriit fur  work in 1967 ,.. The 
National Park Service is in t h e  peculiar, and utierrviable posi l ior i  of being 
custodian of privalely-owned properly l o c a l ~ dinside an area under i t s  
exctusive jurisdiction. Fraiikly, I air1 ye-t.l:ing a wee bit t i red of 
"baby-sitLin8'' a s h ipw rec k, a nsw e rir i  g c r i t  ic a I IetI e r s frorri pe rso ns 
opposing the salvage operation, and try ing to keep admirristrarive 
control of B hazardous, orid corlrplicaterl, sa lvage  operatiori. Ye.[ I know 
of no way Po legally terminate -the affair, un,Pil owrierstrip is vested in 
t h e  Government. I realize . tha t  I could refuse 10 grant I t ic perrrrir on ,the 
bas is  of i t  being dangerous a n d  1liat ttre operation crcatcs a threat. to 
public safety. However, in view of the history o f  s;cuhil diving in this 
Park, this would be an arbitrary decision arid probably could no t  be 
defended in a court .... I would appreciate anv advice wt i ic l i  you, or  
the  Regiorial Solicitor, rrray wish to  offer on this matter. In the event 
no suggestions are received, I wi l l  p roceed to issue aiio-ther Special Use 
Permit i r i  the spring of ,1967, and fervently hope .tirat t h e  ship is 
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salvaged and towed outside the boundaries of Isle Royale National Park 
(NPS Memorandum Johnson Oct. 12, 1966). 

Regional Solicitor William W. Redmond reaffirmed major conclusions reached by  
Solicitor Meyer’s opinion of  1964, when evaluating the salvage of AMERICA. In a 
December 8,  1966 answer t o  Superintendent Johnson’s questions, Mr. Redmond 
stated: 

In i ts act accepting Michigan’s grant and cession, and consistenrly 
therewith, the Congress provided also that the boundaries of  Isle Royale 
National Park were extended to  include submerged lands within four 
and one-half miles of the shore line of Isle Royale and immediately 
surrounding islands ... The same general area contains a number of 
shipwrecks, there being eleven ships sunk there during the period 1885 
to 1947; and, while this memorandum i s  intended t o  and does deat 
exclusively wi th  the S .  S.  AMERICA, the general principles applicable t o  
the S.S. AMERICA may become applicable, depending upon the facts in 
each case, to one or more such other wrecks ... w e  conclude f irst of all, 
that, if it, in fact, does constitute a hazard to  navigation, it is subject t o  
removal by the Secretary of the Army ... Secondly, w e  conclude that the 
S.S. AMERICA had, in fact, been abandoned long prior t o  the t ime when 
i t  was purportedly purchased by AMERICA Salvage, Inc ... Whatever its 
status may have been prior t o  that time, it became property of the 
United States a t  least on March 6, 7942, the effective date of the act 
accepting Michigan’s grant and cession .... .Insofar as scuba diving, on 
the part of visitors to the Park, is carried on as a sport, with due regard 
for the r ights and protection of other visitors and in such a way as  not 
to defeat the inspirational purposes for which the Park itself was 
established, it is legally unobjectionable. Indeed, the refusal t o  permit 
scuba diving, as such, might welt be deemed unreasonable. When, 
however, it includes the purpose of removing and appropriating i tems 
from wrecks that are property of the United States, i t  becomes, in the 
light of the preceding discussion, legally objectionable ... Visitors to our 
National Parks may not remove therefrom any property of the United 
States, whether i t  consists in items recovered f rom wrecked ships, 
mineral, or  other i tems of property (NPS Memorandum, Redmond Dec. 8, 
1966) 

The Johnson and Redmond memorandums led t o  a denial of the Special Use Permit 
request t o  continue salvage operations on AMERICA. 

The events surrounding the AMERICA salvage raised the general question of 
jurisdiction over submerged wreck sites within national parks. Discussions were 
underway between General Services Administration (GSA) and National Park Service 
officials in Washington, regarding historic value of and authoritv over shipwrecks a t  
Isle Royale, prior t o  the Redrnond opinion. In a letter dated March 15, 1966 to  
appropriate Park superintendents, including Isle Rovale, the NPS Northeast Regional 
Director outlined procedures for evaluating the significance of sunken Federal 
vessels of historical value: 

Applications received by the General Services Administration pursuant 
to R.S. Section 3755, as  amended (40 U.S.C. 310), pertaining t o  the 
salvage of sunken Federal vessels, wi l l  be referred t o  the National Park 
Service in order tha t  a n  evaluation of the historical significance of such 
vessels may be prepared under the provisions of t he  Historic Sites Act 
of August 21, 1935 (49 Stat. 666; 16 U.S.C. Sec. 461 et. seq (1964) (NPS 
Memorandum, Garrison March 15, 1966). 
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The Historic Sites Ac1 of '1935 warranted t h c  establ ish incnt  of National Historic Sites 
and otherwiso au.thorized the preserva l ion o-f proper t ies of "national historic or 
archeological signif icance." Irrteragency, ir i ter~overirr ien-la1 and interdiscipl inary 
ef for ls  for t i e  preservatiorr of cul.iural resources were  also e n c o u r a g e d  (NPS_-__-I-- Cultural 
Resources IVlanagerneni Guidel ine 28,A L I ~ .-_ _ _ _ _ _ _ _ ~ ~ ~ ~ . . . ~ .  1985). 

Full aulhori.ty over Isle Iqoyale Ila-tiorial Park submerged cultural resources was 
deleya-tc.d to  the Secretary of t h e  In -k r i o r  frorn t h e  Gerieral Services AdminisI'r2i~tion 
on September 'I 4, ' lYG9. Federal Property IVIanagr!rrret\L Ie i r i [ i o r a r ~  Rcgulat iot i  14-4 
statcd: 

This r e g u l a t i o n  de legxtes t o  '[he Secrelary 0.l' the Irrterior au'thority l o  
take possessiarr of ahancloned o r  o ther  unclairned proper ty  l o c a k d  
wi lh i r i  the bouridariet; of Islc: Royale l l~ i~t ior ia lPark  atrd i r i  t h e  waters  of 
Lake Superior, Wlictiigati, .to r lelerir i i r iu when ti.tle thereto ves-ted in  .the 
Uni ted SLaCes a r i d  to uii l i re, I.rariski-, or oiticrwise d ispose of sucl i  
properiy (GSA Regulal ioi i ,  Sepl .  '14, I S G I ) .  

The National Park Service was ir.1 luri i delegated the author i iy  to  take possess ion o-f 
abaridorretf propcr ly  in '(tic Park -four r i i o i i i t i s  later,  bcrl w i th  ati additiotial dilerriina, 
as evidenced by rriemorandurri to  the Ilegiorral Director, Norehcas~tRegion. IWional  
Park Service /Wing  Assistan I: Di rector  Castel lurn r ioted: 

Depar l incntal  Wlariual Rclcase I009  dilted Jariu;iry 26, 'I 968 (2.45 DIM 3 ) ,  
delegated Po thc Director author i ty  to take possession 0-l' abandoned or 
1.1 ncl a j me d prop I?r ty w i t t i  i n 'C Iie bou r i  da rie s o i: Is Ie R o ya Ic! I\]a t i  o r\ a I Pa r I<. 
A s  ii pre lude 10 a dcclaratiorr of alxir idori incnt cover ing the surikeri 
vesse!s a t  Isle Royale, we would lil;c .[lie Supcr i i i l cndcn l  to  in fo r in  this 
Off ice 0-f any salvagc nLturri[)ts h y  persons with a IcgiLirna.ttl i r i tercs l  or1 
a n y  of the vessc ls  ... If .th*?rt!Irave becr i  I IO such ac l i v i l i cs ,  we intcrtd ' to 
(;orisider declaring .the vessels ab; r~doi ied and to  proceed with t h e i r  
d i s pcis a I or des-l:ructio t i 1his s 11rri in cr (IUPS IVIc I 11o ra  11 du111, G a stc I 111r n  
IV1art:ti 29, 'I 968) 

The reply f r o m  Isle RoValt. Super i r i te i ident  Urirce J. Mil ler proposed tha t  Isle Royale 
s t i  iI:, w ret: ks be recognized a :i Ic g i 1iI ri a C I! h is.to t i  (: a I a r i  d re c r c a t i  o 1-1 a I r esources, w t i  i(: h 
sho II Id t)c ii i  Leg ra"c!d ir i  to t t i  c Park's i in L e r pre t  iv c! '1t i  I!rri e s  . 

The Ia st pa ra  g r a  pt i  o f  Act  ir ig Ass is.1nr i  t Dircc lo r, Ad rn ir i  is I ra1I on, 
G a SIC II uirri' s  r i i  e m o raII tl t i  t r i  ,. . ind iI: a.tes 'the ir i  lent of 1 hc W a s 1-1 i ngto r i  
Ofl ice to  declare  Ihc sunkeri vessels a.t Isle Royalo a s  abarit lot ied arid 
proceed with their disposal or d e s l r u c l i o i ~this summer  ... Cast siirntner 
we not i f i cd  Chippewa Ocili7t'lcrs 1AlvltKlCA Salvage, Inc.1 of U u l u l h ,  
WIiririesoLa, a salvagc cortiparry workii icj on  t h e  S .  S .  AMERICA, of the 
Rcgional Solicitor's dec is ion coricerii ir ig tt ie S.S. AIVIEHICA ... At present  
-there arc no a t templs  being ruiatle o r  au lhor ized .to salvage any  of ttie 
surrkcri vessels in Park watcrs .  We arc (:ont:errir?d over the  inlorit of t h e  
Washir igton Office to dispose of or destroy .these wrecks. The shippir ig 
hisrory arid the sAipwrer:lts arc an iwtcgral par t  of the Park interprel ive 
story. Thc Rock Harbor L ighthouse is 'to b e  t h e  key cx l i ib i t  .for t h i s  
t i istoric i r i le rpre l ive exhibit .  r l iv i i ig  on these wrecks i s  a very  popular 
acliviLy fo r  some Park visi tors a n d  we do nol hel icvc any action should 
b e  taken to  destroy these utirler'wa.ter l i is ior ic  a.ttractirins (IUPS 
IVlemorandurn, lVliller Apr i l  '18, '1968)~ 
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The NPS Acting Regional Director, Northeast Region strongly agreed with 
Superintendent Miller, in correspondence t o  the Director, National Park Service on 
May 10, 1968: 

While w e  acknowledge general concern for  the safety of scuba divers, 
the threat of intentional salvage and theft rather than exploratory diving, 
and the possibility of navigational hazard, we believe this concern 
would not  call f o r  the destruction or  disposal of the vessels. We 
suggest that scuba diving and other related water-oriented activities be 
accurately evaluated before final plans are initiated ... Not only are these 
shipwrecks a valid resource for the immediate Park interpretive 
program, they are vital t o  our currently evolving Service policy of 
environmental conservation (NPS Memorandum, Palmer May 10, 1968). 

Assistant Director Gastellum concurred wi th  Acting Regional Director Palmer's 
recommendation regarding the f a t e  of Isle Royale shipwrecks. As he stated on June 
6, 1968: 

We were unaware that the shipwrecks were an integral part of  the 
Park's interpretive program. Prior management at the Park and a t  the 
regional level failed t o  mention this aspect. Evidently, the thinking in 
regard t o  disposal of these sunken vessels has altered during the past 
few years ... We also agree that scuba diving and other related 
water-oriented activities should be accurately evaluated by the Park, 
over a two year period, and a conctusive report regarding these 
activities be submitted a t  the end of the t w o  year period t o  both the 
Regional and Washington Office ... w e  believe that it would be t o  the 
best interest of  the Service t o  declare these vessels abandoned and 
take possession immediately. This would give the Superintendent full 
authority to  manage any activity involving these historic objects (NPS 
Memorandum, Gastellurn June 6, 1968) 

The alteration of thinking expressed by Gastellum, relating t o  the importance of Isle 
Royale shipwrecks in Park management programming, was more an evolution of 
concepts, molded and influenced by administrative, political and ethical 
considerations. NPS references reftect this progression of thought within 
government, private and public circles, when managers must deal wi th a "new" 
resource and visitor activity. Clearly evident in t h e  NPS communications is the 
difficulty and confusion encountered when a government organization must weigh 
and balance a multitude of factors t o  realize the "greatest public benefit." In the 
National Park Service, public benefit is measured by the quality of resources 
remaining unimpaired for  the enjoyment of future generations. All National Park 
Service managers clearly had this philosophy in mind while deliberating over the 
fate of Isle Royale shipwrecks. 

A reply to  Deputy Assistant Director Gastelium's request for  an evaluation of scuba 
diving and water-related activities was submitted to  Washington on August 10, 
1970. Isle Royale superintendent Hugh Beattie noted that: 

... the scuba diving permit system then in effect was changed to  a 
registration system and an attempt was made to  accumulate a 
maximum amount of pertinent data ... During the test period which 
covered the visitor seasons of 1968 and 1969, our registrations show 
that a total of 157 divers spent 603 diver days in the waters of Isle 
Royale. We are certain that additional unregistered divers participated 
in these activities as well ... In our opinion, this is evidence of an 
extreme amount of interest in this activity. We can only assume t h a t  
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part icipation in  .this act ivi ty wi l l  cont inue t o  increase i n  .the fu ture.  N O  
inslarice or acc ident  o r  severe injury associated wi.th scuba d iv ing h a s  
coine to our at tent ion.  We understand and appreciate t h e  inherent 
dangers of .the activiry arid realize that  .there is a probabi l i ty  tha-l. 
u l t imate ly  severe accidents rnav occcir. We do not v iew th is  l ikel ihood 
w i i h  arry rriore alarrri -than w e  wou ld  i f  w e  were i r i  a park wh ich  had 
extensive swirnmiing, rrrounlairi cl imbing, or o lhe r  such moderately 
haza rdous  v is i tor  use activi t ies. We do n0.t believe l t i a l  the existence of 
t he  s u n k e i i  vessels w i l l  rrialeriallv increase 'the chance 0.f visi.tor 
acc ide i i ls  ... Nor i s  it l ikely 9hat these vessels will impai r  the  na tura l  
erivirorirrietit t o  ariy sigri i f icant exter i l  by  esthetic o r  (1-thsr po l lu t ion.  In 
fact ,  w e  suspect t h a l  arrv atternp't a t  disposal or dest ruct ion would 
degrade 'the envirotirnerir t o  il tnuch greater  degree than would the 
cont inued mai t i tcnancc of .the status quo. We feel very strorigly that  
we  must: re i tera ie  our  prev ious a t  the exist ir ig wrecks cari b e  
a n  asset Po our Park i r i t c r~ i r c l i vcprograrri. 'The h is tory  of shippir ig arid 
the s l i ipwrccks .themselves arc! ari iniportari t  par( o f  our  Park historical 
in terprc t ive story. We are i r i  the  process of forrnula.iirig plans lo create 
a his-tot-ic in terpret ive exhibir i r i  -the Rock Harbor I . igh lhouse.  (IUPS 
IVIe r n  o rarid ~1 r n  , Bea t  i: ie JuIv 30,  I97 0) 

Al though GSA delegat ion of author i ty  to t h e  l l a  tiorial Park Serv ice under l 'err iporary 
Regulaliori t i . - 4  ( 1  967) rernairied in effect, very l i t t le correspondet ice was exchanged 
regarding jur isd ic t ion o-f scibincrgcri cultural resources unt i l  January 'I 7, 'I 975. This 
was partially explained by Supcriritorrdenl Dealtie in a rr~icirioraridirivito  t he  Regional 
Director, IVlirJwcsi l iegiurr. 

Dur ing '1965 and 'I 966 .lhc AIVILIRICA Salvage Corpot i i l i on  aclernpted P o  
f loa l  t h e  slearner AIVIEHICA wh ich  sank it1 Isle Royalc waters  in  'IYZU. 
1his operal ion created (:orisidcraliIe cot i t roversy over ownerstr ip wh ich  
was firially sct t lcd by a Solici tor 's decisiori [Redrrrrorrd Dec. 8, 'I9663 ... I t  
was suggcstcd shor t ly  thereaf ter  t h a t  t h e  Park puhl is l i  a r iot ice in  .the 
.~ ~.Fcderal Rcgi:;Lcr s la l i r ig  tli;rl (t ie Ihlaiional Park Scrv icc was  formaIIV 
takiirg possessiori  o l  l l ie surikcri vessel:;. Our fcc l ings a1 thc titrrc were  
tha t  iL was inopporlurie LO d o  so iis .[tic sa lvage coiiipany, wh ich  st i l l  
had eqti iprrieri l or1 board, had j u s t  been in for tned t t ia t  I h c  yoverri ineri t  
had owriorst i ip. To s.la.tc wc were for inal ly takiricj posscssiori  a t  .that 
t ime  cou ld  have crea-ted dou t i l  as to The val idity of our or ig ina l  
statctr icnt arid could have crealcd coriClicl or ch i i l lenyo.  There h a s  
been no cot l t rovcrsy ovcr  salvage lo r  soinc t ime arid w e  bc l i cvc  ' l t i a l  a 
formal no t ice  i s  appropriate at l t i is  iiinc (NPS Mcrnorai-Idurn, Beat t ic  Jan. 
17, 'I 075). 

The Departrr ienl of Interior, O.f.lice of t h e  Field Solici tor, ret lral lad Superintendent 
Reat t ie 's  "I\lo.l.ice of Taking Possession," t o  be puhl ished in  t h e  Fedoral "tegister ori 

May 22, '1975. The topic: o f  historic sigri i f icai ice was  c i n p t r a ~ i r & r l ~by t h e  -Field 
SoIic it or: 

We w ish  .to poiri.t o u l  .tl\aL there arc corisirair i ts arid Iirmi.tations p laced 
upon the  disposiPioti o r  salvage o l  a i iv  abairdoried wrccks  T ia t  m i g h t  he  
arr "object of ari l iqir i ly" w i th in  the meaning of the AriliquiZies Act ,  ' IG  
U.S.C. 43'1, or the Archeologica l  arid tl is-toric Preservation Act 0.f 'I 914, 
Pub,. L. 93-.29'1 (Ueparlrr iei i i  o l  lri.terior Marriorariduim, Sl iu ls lad IVlay 22, 
'1915) 



The Field Solicitor referenced correspondence from the Department of Interior 
Washington Office of  the Solicitor t o  GSA General Counsel Trimmer, regarding the 
scope of Executive Order 11593, entitled "Protection and Enhancement of the 
Cultural Environment." 

We view the Executive Order t o  be applicable t o  your program if  the 
object in question is worthy of inclusion on the National Register of 
Historic Places. In this regard, Section 1 (2) of t he  Order is a general 
mandate t o  al l  federal agencies to direct their programs so a s  t o  
preserve federally owned objects of  historical or archeological 
significance, and must be read together wi th  the identification 
requirements of Section 2(a) of the Executive Order. Section 2(a) is 
concerned with sites, buildings, districts, and objects under a n  agency's 
jurisdiction of control. In our view, sunken ships subject to  GSA 
jurisdiction under 40 U.S.C. 310 would be included within this provision, 
and Section 2(a) requires, in effect, the identification and nomination of 
sites believed t o  be suitable for  the National Register of Historic Places 
(Department of Interior Solicitor's Opinion, Feb. 5, 1975). 

The National Register of Historic Places was expanded to  include cultural resources 
of state and local as well as national significance by the National Historic 
Preservation Act of 1966 (Public Law 89-665, 810 S t a t  915). Section 106 of the 
National Historic Preservation Act directed federal agencies having jurisdiction over 
a proposed federal or federally-assisted undertaking to "take into account the effect 
of the undertaking on any district, site, building, structure, or object that is included 
in or eligible for  inclusion in the National Register" (National Historic Preservation 
Act of 1966, as amended; Advisory Council on Historic Preservation 1981). Executive 
Order 11593 (36 F.R. 8921) of May 13, 1971 instructed a l l  federal agencies t o  "locate, 
inventory and nominate 20 the Secretarv of the Interior" cultural properties "that 
appear t o  qualify for  listing on the National Register of Historic Places" (NPS-
Cultural Resources Management Guideline 28, August 1985). The "Notice of Taking 
Possession" was never nublished in the Federal Reaister. 

, 
Dossiblv a result of

Y I 

concern by the Park over compliance with E.O. 11593, which would have required a 
significance evaluation of the wrecks for possible inclusion on the Natjonal Register 
of Historic Places. Issues of shipwreck jurisdiction and federal responsibility for 
submerged cultural resources became comparatively dormant unti l  1978, when 
proposed salvage of KAMLOOPS raised the concerns of yet another Isle Royale 
Superintendent. 

Although questions of jurisdiction were temporarily laid aside, preservation issues 
soon arose. In the l a t e  1960s and early 1970s, scuba diving became accepted as a 
valid recreational-use activity, and Park managers began to  take a closer look a t  
submerged cuttural resources management. The rapid growth of diving visitation 
was responsible for  launching Isle Royale National Park into a period of assessment 
and monitoring of visitor diving activities. 

The priority for  Park personnel and funds during this period was t o  provide adequate 
visitor accommodations. Park rangers managed visitor services and safety 
programs, including protection of  Park resources, Although Park ranger field staff 
was l imited and heavily dependent upon seasonal workers, continual assessment of 
scuba diving activities was attempted. One technique instituted required visiting 
divers t o  compfete daily Diving Registration Forms. The 1971 regisrration fo rm 
recommended procedures for safe diving and stated, "Regulations prohibit ... the 
possession or  disturbance of equipment, buildings or other structures. This includes 
the shipwrecks or the remains of ships in the waters of Isle Royale National Park." 
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Park patro I r ii r i  (-1o rs were briefed a t)c) u i prot i  i bitio r i  s aCj a i r i$'I re inov in g a r.ti laCIS,b ut 
the "collection" ethic arnony sport divers prevailed. Shipwrecks were not the  only 
sites irivolvetl, as evidenced b y  il 1913 Hock tiiirbor District repor.t: 

A broi-ize propeller was observcd 01-1 .the carripgrouncl dock and 
coriversa,liori wi th .the divers disclosed t h a t  the prop had b w n  rcrnoved 
from a -fishing vessel down 25 feet, approx. 50 yards off the Caribou 
I s land  dock. The divers were verbally informed . t t ia l  the rernoval ol' 
iteins [artifacts] f rom 'the waters of Isle fioyale 1V.P. was prohibited. The 
divers cornrrieriled .that they  cur is t rued ttie regulatiorrs io only pertairi 
to eyuiprrienl, s l ruc iures,  arid stiipwroclcs ... contac:D with Pate Edisori 
disclosed that  the propeller had tieorr removed from .the water adjacent 
to  his dock _.. IVlr. Edisori also disclosed t h a t  l-tiu divers h a d  rcrriovcd a n  
uride-terrriiried nuruber t1.l Weyrnari snuff jars arid crocks from .the s a m e  
area (Isle Royale INP Report, Fleriiirig Sept.  7, lY73). 

Bu-t a different e-L-liic was beyiririi i ig to  capture .the hearrs 0-f sport divers explorirrg 
Isle Royale's waters. Iri a letter to  Is le  I loyale NaCiorial Park s-tali: or1 Jurrc IU,  l973, 
t ho  secretary for L i k e  Superior Scuba Divers cli i t) ol U ~ r l u i h ,Mirinesota sratcd: 

Hecently one ot our rnernt)ers received the ericloscd adverrisirig 
brocl iurc. I t  i s  well known t h k i i  i.t is illegal Lo rernovc artifacts frorn a 
national park  or Nlictiigan waters. The GEORGE IVI. COX lies in Isle 
Royalc  waters. Yet .this advertiserrlent boas.ts of the ~~souvenirs that ttie~ ~ 

GE:ORC;E IVI. C O X  is rearlv to yield, arid h;is given up to divers froiri t h e  
Mirinesota School  of Diving. 

The GEOIIGII M. Cox, tyirig o.flshorc, is difficult to get a t  for  ariy 
bu t  lhe ail luent diver, arid thus has relaincd mos.t of i-ts treasures. 
tlowcver, 'to show what car1 hapricri 'to a wreck wtreri selfish, 
irrt:orisider;i-te divers get .to i t ,  look a~ .the s.tearnur AMERICA, iri Isle 
Royale's l lor lh  Gap.  The AWltfRICA i s  virtually a barren hulk, w i l h  l i l l l c  
or value or any  major i r i lercsl  rernaiiiiiig. 

We are bringiriy t l i is Lo yocri at lei i i ior i  i r i  t t i e  hope t h a t  h i s  
piracy of 21 priceless relic rnicjht be slcippod. 

Our club wishes t o  see  [ l ie shipwrecks of Isle b y a l e  preserved 
for fu ture divers .to explore, arid wonder a-t. The thri l l  and adventure of 
seeirig a wreck in i t s  "natural" s ta te i s  a thrill that I I ~diver wil l  soon 
.forg I!I:. 

A picture i s  worth a ttrousaiid words, a souveiiir good only Lo a 
selet:i lew. Arid a caiiier'a leaves Lhe adverilute there, for  another  to  
errjoy. 

.l. We tiope t t i i i i  yoci car i  do so i r teh i r i y  to  stop this wholesale 
rapiiig of Is le  Royale's t reasu res  (Isle tioyale l\IP Corresporrdencc, 
Hanseri Jcriie 78, l 973) .  

The opiiiioris ofrered by Lake Superior Scuba Divers would be echoed m a n y  'Limes 
throcrcjhoui the l D 7 0 s  aiicl '19110s by i i r i  iiicrcasirrg nurnbcr of spor.l diving 
"preservalioiiists." Other divers were inore cautioLis about the  govcriirncn.r's role in 
reso Iv ir i  g p robIe rris betw ee n '7re ci s u rc" a r i  d p rc! s erva"ioti ct  t i  ics . 1-w o Ie.l:t e rs fro rri 
I975 to  Is le Hoyalc SupcrinLendciit Johi i  lVloroliead raisc some importarit coticeri is. 
Joe  Strykowski, Uirec:.lor of t h e  Naliorial YMCA Scuba Prograrn stated thal :  

I lowtrerc else in the world are t o  be f o u n d  t h e  profusion of surikcn 
ships in s u c h  good ordcr. II: is appateiit that Ihc Park wil l  surely be 
visi'tcrl by  ever-increasing nurnbcrs of divirig families ... I understarid 
tha-l- we share a serious corict'r i i  - .that of prescrving uridcrwatcr 
arrtiquilies ... A few rotlcir applcs notwithstanding, I am eqiially 
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concerned with the freedom and r ights of the individual recreational 
diver ... It is safe t o  say that the term "treasure diver" is rapidly 
becoming as distasteful t o  the average, right-thinking sport diver as the 
term "spear fisherman" ... Sometimes in our honest attempt t o  protect 
one man's rights, w e  hurry into law well-intended legislation which 
deprives eqiially decent and innocent citizens of theirs. Every 
intelligent diver shares your concern over that small group who left t o  
their devices would explore and remove historically important parts of 
wrecks. The American diving community, however, has proven t ime 
after t ime its inherent ability to  police itself ... Toward a prompt and 
equitable resolution of  the problem, I strongly encourage the convening 
of  a conference between yourself and other Park personnel and 
coflcerned spokesmen - representatives of the diving community. 
Without question, divers can provide valuable input toward the 
implementation of a workable program for protecting historical 
shipwrecks located within Isle Royale's boundaries ... (Isle Royale NP 
Correspondence, Strykowski July 23, 1975). 

John D. Kronschnabl of Rhinelander, Wisconsin, repeated the idea of working with 
the diving public in sotving the probtem of artifact attrition. 

We were visjted and checked by Park Service personnel on several 
occasions, checking to  make sure we were not taking things from the 
wrecks. 1 can understand th i s  because they told us some of our fel low 
divers were taking things. We, the divers, don't  want to  see this, 
either. 1 want my children and grandchildren t o  be  able to  dive the 
wrecks and see something more than just a stripped, barren hulk. I 
commend the Park Service for their efforts t o  save this great resource. 

However, I don't believe your methods are going t o  be very 
successful. No matter how many policeman you put out I think you wil l  
never be able t o  stop it. I believe the only way to  save the wrecks of 
Isle Royale is for  the Park Service t o  work wi th the divers. In other 
words, l e t  the divers take out their own  garbage. We divers know who 
is ripping off the wrecks; we see what they have done. Everyone is 
reluctant t o  squeal on another diver for fear it wi l l  get us a l l  in trouble. 
This is a bad situation a n d  none of us likes it (Isle Royale NP 
Correspondence, Kronschnabl July 19, 1975). 

By the mid-1970s there was l i t t [e excuse for  "not knowing the regulations," although 
some divers continued taking artifacts from submerged cultural sites. Mandatory 
diver registration was widely advertised, wi th  rangers patrolling overnight camping 
accommodations and dock sites. Entry points into the Park were limited, except by 
private boat, so a large percentage of visi tors could be informed of  scuba diving 
requirements. Some divers worried about potential measures banning visitors f rom 
wreck sites obviously impacted by artifact collection, but Park management never 
seriously considered this alternative, except f o r  reasons of safety. 

The safety issue became a major concern when attention was focused by a series 
of drownings in the late 1970s. The Daily Mining Gazette of Woughton, Michigan, 
where mainland headquarters of Isle Royale National Park are located, reported the 
f irst known sport diver fatality on August 23, 7976. 

A 20-year-old man f rom New Ailburn, Wis., drowned late Sunday 
morning in Lake Superior .... Donald Lienhardt was diving wi th four 
other men t o  explore the wreck of the Steamship AMERICA .... 
Lienhardt's body was found in  a storage compartment beiow the galley 
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a l  t he  stern of 'the strip iiI about  7 0  'feet o f  water .... Author i t ies  
l t ieor i rcd  th:iT Lieriharcli ra i l  out of air a.f.Lcr becoming lost  or tarrglcd in 
wir ing.  

Equipmcr i l  i r ial furicl ion was delci-rrriiIed irot t o  be  a fac to r  in I-ienhardl's death, after 
tes.ts were  (:owipIe.terl. A Board o.f Inquiry was held a t  Isle Koyclle Natiorial Park 
irniriediakelv a-rr-er ,the fatality, w i th  a n  inspect ion dive completed on AMERICA by 
S upr!riIvCe r i  do n t Ja o k Wl ore t iea d. '1 11 e S11 per ir i  te  Ii d  B r I  t: 

.._ did riot corisidcr Lliis rooin i o  be arry more darigerous than 
i1urricrous other rooms or areas on several other shipwrecks a t  Isle 
Royale. "I -feel it wou ld  be i J  mis.i:alte to  irV to cluse 'this particular area 
to  d iv ing activj tv. I fee l  this wou ld  orrly s lar t  a (:train reac t ion  where  we 
rriiglil cveri he liati le for not c los ing sirrrilar rooms o r  poleri t ial ly 
darrgcrous areas or1 oi l ier  shipwreclcs. I t  is ruy recommondat ion,  and 
the  Hoard concurs, ' l l ~ a tth is  are;] not he ctosed" (I\lPS Mernoraridurn, 
Wlorelieatl Sepl. 21,1976). 

Rumors of s i te  rcst r ic i ior is  again surlaced w i th in  the Scuba d iv ing commurrily when 
~ ~~ ~~t h e  ~~~~~Uu lu l t i~~ I \ lows-.Triburie of Atrcjiisl 25, 'I 919 [,ro(:lainied: 
E)IVEf<S BEWARE!.' 2 ~ l t ' i i c ~i r i  plunycs off ISIC R O V ~ I ~ ~ .  6 DorraldOn ~ i i g ~  
CLrrran arid Mark Nord inc ...dove  neirrly 200 feet  in to  the icy Lake 
Sirricrior waters  off I s l c  Royale t o  exrilort! t h o  rrrys-terious sh ipwreck 
KAML OOPS. Nord ine exrwricnc:ocl ,troutilo wi th  his gear [regulator 
. f rcc f lowl  a n d  heatlc:d 'to t h e  sur.fr-ice. Curran, 24 never came up. His 
hody was .fourid severa l  days  lator . ._.  Then, las t  Sunday, Flochelle 
Causr?, 24, Miniieapolis, was  divirig wi.th 21 fr ierid on tlic sh ipwreck 
HF:NfIY CtllSI-IOLIVI near -the Hock o f  Ages l ig l~ lh( i i ise.  She became 
scparatcd Crorn hcr Irierrd. Her tmdy was recovered tho  fo l low ing  day. 

A l though both dca -~hswcrc -formally listed as drowning,  investigations revealed 
nitrogeri narcosis as a s i lc r i l  par t r ier  in t h e  KAlVll OOPS f a t a l i ~ yarid air ernbolistn a 
d i roc l  f a c t o r  wi-l-h the  HENIIY CtlISHOLIVI incit lerit. Is le Fhyaic  also cxperierrced a 
numhcr of r r o r i - . f a t a I  scuba d iv ing accideri ls dur ing the rviid .to later 'I97Os, int:lurlirig 
decoiriprcssiorr sickness, wh ich  hiyhl ighieci issues of d iver  safety. Af ter  debating 
t h e  valcit! of site closures, espc?!cially on deep shipwrecks, SuperinLendent Milorehead 
r t!i ter i i  ie t l  f'a rk p o Iic y: 

Tire two dealhs [his rriori lt i  have  ~ ipse . l  Isle t3oyale Nationat Park 
Supcr i r i lendcnt  Jack Morclicad, h i i r i se l f  a r i  avid diver. But he said the 
Park Service h a s  ti0 r ) l i 1 1 1 ~to  rest r ic t  or alirrrirratc! s(:uba d iv ing.  While 
divi iry is  corisidcred s;iIc, Wlorctread said,  t h e r e  are corlair i  harart ' ls  I t i a l  
diver-s - l ike rriouril i i ir l  cl inrbers - accep l .  Rottr deatl is this rrroritli are 
bc l i cvcd  t o  be due t o  diver  errors, no t  cqtiiprrrerrt malfunctions, 
IVlorchciid said. 'This despite [tic f a c t  t i r a t  hotti divers were  experienced 
.t. 1\11 d ivers  coming  'to Isle Royalc  si iould b e  iri excellent shape a r id  
"very, very cxperiericed" (UuluPh News-Tribunc Aug. 25, 'I 979).~ 

The pol icy  of u i i rcs i r i c led  access  io Is le Royalc's shipwrecks continues today. 111 

recoyriizirig s c u l j a  d iv ing as a IcgiiZjrrialc v is i tor  use activi.b/, Park s taf f  a lso accepted 
respoIis i1) i I i l y fo r d i v i rig e Ine r g e r i  cy Iri a nCI g o in c tit. 1-tjis f ;I c el of Pa r I<opera l io 11 s w iII 
be d i s c u s w d  in  greater  detai l  later i r i  this cl iaptcr under the  sub--heading "Present 
Dav Iv1a I1 il g c Ine IL 1." 

Super in icndcnl  Wloretiead acl ivcly canlroriled scuba diving issues Ihrouyhout his 
adrri i ir islralir in a l  Isle floyalt! 1 his ac l i v i l y  was emphasized even though wilderness 



designation was passed for 98 percent of the Park's land area in 1976. The 
Wilderness Act (Public Law 88-577) of 1964 stipulated a rather narrow course in 
Park operations by requiring that federal land be maintained in "its primeval 
characler and influence, wi thout permanent improvements or  human habitation" 
(Wilderness Study Isle Royale National Park 1971). Sport diving introduced some 
contradictory needs and ethics t o  be resolved. 

The key t o  Superintendent Morehead's notable success was direct involvement wi th 
the diving public. Park field rangers began listening in earnest to  diver concerns. 
Correspondence djrected a i  "returning" divers and dive clubs asked for opinions 
regarding techniques t o  manage Isle Royale submerged cultural resources. 
Responses to questions of resource protection were often surprisingly 
conservative. 

... t personally believe that if someone is ripping something off that he 
is not only ripping off the Park, but he is also ripping m e  off because 
that individual is depriving me of being able to  see that same artifact 
as it originally was. 1 am quite sure that this vandalism is the result of 
a few and it would disturb me greatly if the Park were to  prohibit scuba 
diving entirely. I would suggest that you thoroughly search a l l  divers 
upon their leaving the Park. Any individual caught wi th something 
should be fjned. This fine should be enough so as t o  deter any further 
activity" (Isle Royale NP Correspondence, Rau Sept. 23, 1975). 

From the Michigan Skin Diving Council came: 
The Isle Royale area should be declared an Underwater Park or 
preserve, wi th severe penalties imposed upon anyone found taking 
artifacts f rom the area. The  closing of the area to  divers accomplishes 
very litt le, since who then could enjoy the very things you wish t o  
protect. A stiff fine plus confiscation of a l l  diving gear would soon put 
an end t o  illegal underwater activity (Isle Royale NP Correspondence, 
Kennedy Jan. 19,1976) 

Park rangers benefited from sport divers adopting a "preservation" ethic as  distrust 
found in earlier encounters began to  hreak down. Divers were often eager t o  
provide information concerning regulation violations t h e y  observed or heard about 
through the  diving "grapevine." Efforts t o  monitor and deter removal of artifacts 
f rom submerged cultural sites became more productive because of this cooperation 
of the sport diving community. 

While positive gains were being accomplished in ethical relations between sport 
divers and Park management, the threat of commercial salvage arose once more. A 
Thunder Bay, Ontario law f irm petitioned claim t o  package freighter KAMLOOPS in 
1978, on behalf of a Canadian citizen. Isle Royale Superintendent Morehead 
provided the Park's position t o  the NPS Midwest Regional DireGtor in a request for  
a solicitor's opinion: 

... As far as we know now, the Park contains the greatest collection of 
intact shipwrecks to  be found in the United States ... When Isle Royale 
was first established as a national park, this resource was largely 
ignored .._However, in the past 20 years ,  the significance and value of 
the underwater resource has become increasingly important. 
Shipwrecks are now a n  in tegra l  part of the Park's interpretive theme; 
scuba diving is an accepted Park use, and we now feel strongly that 
positive action must be taken to  preserve this unique resource for 
future generations of visitors ... we have a major problem in protecting 
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arrd preserv ing l h e  wrecks a r i d  ;.ir.tifaets. There appears to  be a d i rcc l  
coriflic-t between laws ro la l i i ig  "1 inari.tirrrc! salvage in  navigable waters  
and the laws pertairring l o  an l iq i i j l i cs  ar id  t i is loric preservatiori  ... 
Beuaiisc of this urictear legal status, we arc experiencirrg severe 
depredation 0.f the exisling wrecks. This darnage ir icludcs everyth ing 
f r o m  proposals fo r  cotnpletc  salvi ige of ma jor  ships to t h e  
i n d is c  riI I iit ia t e coIt c c I i t r g 0.1 "so Live11ir s" by sc II ba d i v i r i c j  ~ 1 i 1r t i  e s  ... (NPS 
IVIemorarrdum, IVlorehcad March 28, 'I 978). 

T t I c res po 11 s t? f r I) t'n 0ep a r.tiTI t?I I t o [: t h L' 1t i t  e r ior S o I i(: i'lor Wl(2 I)c? [:e B L'o Iic u rre d w Ith 
v iews ex[)uesscd by solir:i.tor's opiriiorrs oC January 31, I964 a t id  Det;eruiber 8, 'IBCiG 
whir: ti: 

... r:oricludotl tha l  the vessels  in  f a c t  had becotrre property of the 
United Sta tes  due to  'the p a  rye of Liine despite -t l ic? clairris of the 
11 ti r por C od 11 rig ir i  a I ownt!r s ... �las c d upo r i  1tie ces  s io t i  s o f j 11r i  s cI ic t i  o 11 a r )  (1 
Lhe irarrsIer of ti.tlc t o  subrriergcd lands ,  one of which was c:orriple.tetl 
by  I h c  Ac.t of IVlarch 6 ,  '1942, ' IG  USC 408i, and ... '(tic l e t i c r  o l  
acceplarrc:c to ,the Governor  or the Stale of Mich igan _.. s i gned  
Ueccruiher '14, ,1955, i t  i s  c lear  LIia1 Itic! strt)tric!rgtld Iarids wi th in  the -four 
ar id oric--half inill! area as tJcfitrotl by lie slalirtt! arc the propcrry of the  
Uni tcd  Sta les  ... Accoudin!jIy, tiie Urii.tetl S.tatc!s t i as  .the author i ty  to iake  
w t i  a ieve r a (: I:i o r i  is n e L: e ss ii ry Lo pro tc (: 1. t i  ese I o r i  CJ ---aba rido ti e d ves se Is 
uridcr .lire f:etlcral Propcriy arid Adtri i ir islrativlt Act, 40 1151: Sec .  41341rr. 
'['Iris A(:( prov ides authorii-y tci t a l w  possess ion  t1.f t h i s  p roper ty  to  thc 
Adrri i t i istraior o f  -the GSA. I-Iowovcr, b y  Federal  Property IVlariagervrenl 
regtiliitiofi, 7'eii iporary Rccjulatioii 114 datod  Scplcrnbcr 'I4, '1'367, ttic 
the t i  Adtnir\ islt-aior of GSA ... d c l e ~ j a l c c ll t i o  autthorily to rtrc Secrctary or 
.tho I r i t t l r i o r  LU car ry  oi.r.t his iititlioriLv Liridcr t h e  Act wi th  rcspccl: .to Is le 
Roya 1 e NI' (Oupar it 11 u r1t o C 'I: II e I11 ti! t-io t, IVIc 1-no ira nd 11I11, IVIc: II c f ee JLI ri c 2.6, 
'I C178). 

So I ic itor M(!rr  c f c  e a 1 so  s ti g rje s L u d  ''1) r o IYIii I9 ii iio r i oi s 1.1 t: c ia I reg11Iii t i  o t 1 s p ro l l  i bi t  i I )  g 
rct iroval 0 P  o b j e c t s  f rom the  wrecks" arid t t i a l  a n y  ;iLtc!rny~t'd salvagt! opcra i ion  bc 
cnjoirietl i r i  cuurl lo cori f i rrn .ti,tle. The Otitario law -firrri adriii.t.Led tha t ,  I' ... it would 
b e  di-f f icul l  lor our  o f t ice .to d ispu ie  your- assertiori of title eit t icr under  'the Federal 
f>rope rty lVla t ia g c rrie 111 a r I  tl Ad r n  i n is Lr;i 1i o r i  Sc rv i(: (2s Ac I-, (1r uri dc' r '1he  Aha rido r i  

Property Act,'' bul: requt.s-tetl a tecjal opiiijon of claitri under "law of salvagc" (Isle 
Royale 1\11) Correspondence, I)t ihirisky Kovatictiak Ferris Ik R o s s  Aug. 28, '1978). 

A f i r ia i  respotisc? .from Sotici-tor IVlciieCee was sirriilar to Sol ic i lor  Btiddcke's opiri iori of 
IVlay '13, 'I91r9, wh ich  rct:ogii iretl the f i i t~danicr i ta l  purpose o l  Naliorral Parks t o  
"coriservc Plie sccrrory a n d  t l ~ crialural : i r ~ c I  I i i s lor ic  o b j e c t s  and wi ld l i fc  'tf iercin ... 
Cstiipwrecksl ol tsle Royale t\latiorral Park a re  h is io r ic  ob jec ts  w h i c h  arc to b c  
prescrvcrl  ... atid are rio l onger  subjecl  to be ing  salvaye,d" ( l )epar l tncnt  of l t ie  
lrrterior IVlcrnorantltrrn, IVlcnelec! O c l .  3'1, 'I 918). Since 1918, no serious itrqtriry 
r crjii r di rig 00t n incrcia I s a Iva g t' ol IsIc IHoy a Ie I1ali ona I Park s hi 11w reo ks tias 
rnii it!r ia I ized. 

. .F u r l h e r  proli?c:tion o-f IN'clirorial Park  Service cultural Y B S C I I J ~ C C  sites wtis offered 
th rough passage o l  l t i e  Arct ieolo~gical Rcsources Protec:Liori Act  of 'I 979 (Public: Law 
9G-.QS). Regti lal ions for t l ic Ac t  were issued on .lanu;irv 6, '1984 irr the Federal 

~~Register. .  atid include " ... a l l  poriioris o l  sh ipwrecks (it icl i idirig, bi1.i: rrol I i rni ied t o  
arrriatricrits, apparel, iacklc, cargo), "which arc a (  leas1 I00 years of age. Criminal 
perialt ies ir ivolvc l i r ics up  lo 3.1 O,(IUO o r  one year i r i  prison, or both. Civi l  penal t ics  



may also be assessed by the federal land manager concerned, with possible 
forfeiture of a l l  vehicles and equipment used in connection wi th such violation 
(Federal Register January 6, 1984, Rules and Regulations) 

Isle Royale's ten major shipwrecks were listed in the National Register of Historic 
Places under a thematic group in 1984. This inventory conveys further significance 
upon these archeological sites through a lengthy process of site classification and 
just if ic at ion (Ca rre I I 19 84). With q ue st io n s of bOtto mIa nd s j urisdic t  io n, s po rt- d j v ing 
usage and archeological significance settled, Isle Royale National Park could 
seriously experiment wi th  and implement techniques to  manage their submerged 
cultural resources. This initiated the Park's present-day emphases on research and 
operations detailed i n  the fol lowing section: 

Present Day Management 

Once the value of Isle Royale's submerged cultural resources was recognized by 
NPS archeologists and Park administrators, an active management effort was 
initiated to  prevent the deterioration of shipwrecks by inadvertent or intentional acts 
and to provide additional measures of safety to the diving public. With Isle Royale 
a s  the pilot project, the National Park Service formed a Submerged Cultural 
Resources Unit (SCRU) in 1980 to  deal wi th similar concerns expressed by managers 
in marine and Great Lakes areas throughout the National Park System. Beginning 
with Superintendent Morehead, Park management a t  Isle Royale interacted heavily 
with the "SCRU Team" as a comprehensive program in submerged s i tes 
management was developed. 

Mooring System for Park Visitors 

Virtually a l !  wreck diving a t  Isle Royale is accomplished f rom charter or private dive 
boats. Unti l  1985, these boats anchored within and near wreckage fields or t ied off 
directly t o  temporary mooring lines installed by scuba charter operators and private 
divers. These mooring lines were often inadequate for  the purpose intended, poorly 
maintained if a l  all and sometimes attached to  fragile or movable portions of the 
wreck. Commercial scuba charter operators working within Park boundaries 
expressed concerns, similar to  those of Park staff, about obvious problems this state 
of affairs presented for resource damage and visitor safety. A decision was made 
by Park management in 1984 to  establish fixed moorings on several Isle Royale 
shipwrecks, partially as a result of recommendations made by  the Submerged 

e t  al.Cultural Resources Unit in their 1981 Field Activities Report (Murphy, - 1982). 
The objective of the mooring project was two-fold: 

1. To reduce the amount of damage caused by dive boats anchoring in the  
wreck itself, wi th in the wreckage field, or by the use of inappropriately 
secured mooring lines. 

2. To improve the safety of sport diving on Isle Royale shipwrecks by 
providing secure and well-maintained mooring lines. 

Site-specific suggestions regarding the establishment of  moorings were solicited 
f rom commercial scuba charter operators, the SCRU and Park divers. Fathom Five 
Provincial Park a t  Tobermory, Ontario provided detailed information about shipwreck 
mooring systems gathered from years of diving management experience. Two 
methods of anchoring mooring buoys and lines were found t o  be relevant a t  Is le 
Royale. One involved placing a mooring sinker (anchor) in or near the wreck site, t o  
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which a iiioorirjg line was 'tied. 111 irlstairce:; where the wreck profile or botlorri 
conditions [rrevutited use of 21 inooriri:] sinla:r atid where solid i r ie la l  attachment 
points were available, clirecl fasteiiirrcj 0 1  mooring lines Po shipwrecks was 
permilted. I f  i t  was tleterrriiiied r t i i 1 . t  dir-cct a i iacl i tncnl  would weaken or o.thcrwise 
degrade l t ic i n i e g r i i y  of a sliipwreck, l t i is  opl iori  was rcjccied. An o ta i r i i na t i o r i  of 
nioo ring t ec t i  [I i(1u e s rl ete rrriir i  c!d t t I a 1 the p reCc r rt! d n-ioo ri11 g 'I:ii (: Ide s t i  o 11 Id corr s is t of 
a I100 lb. c a s l  concrete inooring sirilter, 3/4--incti polypropylene mooring l ine arid 
18-inch x 3 0 - inch coniincrt:ially inanulaciured rnooririy buoys (f'ig. 7.3-7 .6) .  

lVloorirrg siiilcers were towed to  a shipwreck site by srriall boat, witt i  precision 
boltorn p1ac:orricrit accomplished by Park divers utilizing a l i f t ing u t i i t  (Fig. 7.7). Park 
prole(:.ti o t i  arid t ria ir i  le rIa r i c  t! person n e I de s ig ne d a r i  d L-)ui It the I if-ti r I  g 11 nit ti si ng an 
old 270 gallon Tuel oil tank, which was s.te;ini (:leatied and f i t ted with several valves, 
fill ports, t o w  a n d  suspcirsiori points. Tlic irrtra-site locatiori of rrrooririg sitikers artd 
lirics was based on a riutriber [ i f  lactors iriclutliriy ot~slac:les or errianglernents, 
depths over the site, poinls o i  ariiicipaLed visitor interest, dive plarrriirig 
cor i  s ide r;.i L i o Iis a nd ye r i  e ra I sa k d i vi n CJ pra c I: iccs .  W t i  e 11ever pos s i t3 Ie I: he rn oo ring 
lines were placed in a r i  area which Ininirriizcd disoriei i lal ioi i  arid facili taled the 
ability of divers .to navigale ainringsl wreck f e i ~ i t i r e s  a r i d  t iari irds. This was 
cor i  s idered pa r L ic uliirly iirip oi-t;i r i  I: for tl ee pe r tl ive s w 11 c r e .tt i  c c f fet:ts 0 . f  ni troy en 
n ;Ireo s is irripa i r in c r i t  a I iac uI.iio s . 

I r is lal lcd t iuoys are readily visible l rom a dislilrice of a rrrile or wore, which 
rriirrirnizcs l irne required by dive boats t o  locate a shipwreck. Shipwreck riame a n d  
riorinal depth range of ,ttic dive arc i i i s c r i k d  for posi.tivc site ideii.tificaliori. 
Attar:hcrl to the buoy is a polypropvlenc "tag" l i r io which f loats  free or1 the water 
surface. This lag lirre is  picked up by  hand or wi th a boot trook a n d  tied 0-fi' to a 
c lea t  aboard .the dive boal. IVloorirl<g tackle scope is tmiiiiinial .Lo provide a near 
vertical tlescetil l o r  divers. 

A waterprool  sticker af f ixed t o  the buoy provides divers wi th basic irilorlt-iaiiorl 
oonccrnirig rrworitiy purposc a r i d  cointlitioiis or LISC (Fig. 7.2). Hesourcc: prolccl ior i  
and visi lor usc regulations are itncludecl o i l  t h i s  stickcr. Surnc rcquircr'lierits were  
e s La 1) Ii s Ir e d t t i  roi t  g h S(Ip e riri.ter Id e nl's 0 rdc r s w ti  i(: h res t t ic L m o o  ri11g II sc to divc 
boals, proli ibi ' ts overnight a r i d  rough weather usagc  arid limits the number oi: 
vessels "rartirry off" .the mooring ' to  .three (36 CFK 3.6 c ) .  

Dtit-ing l l ic  'I 985 visilot seasoil, inoorings were cslablisliod or1 AIVIEHICA, EIMI'EHOR 
sle r ii, CIJIVI H LAND/ t i  fi NHY CCl IS H0LlVl a ntl IVI0IVAWI 1 .  Al I iiia j o r s 11 ip w  re c Ic site s 
wi.Lh exccpbiaii of KAMLOOPS and ALGOlVlA wore btroyctl in '1986. Wlooringj sinkers 
were plar:cd riear CUIVIBEI~L.ANICI/II f INKY C l  (1stI01M, MONARCH a n d  AIVIEHICA sites 
wi th  orie proposed for ALGOMA in 1987. A .two-.point mooring was employed on 
AMEIRICA to prevent dive tioals Crorri swingirig i i i lo a major riavigatiorial ctiaririel or 21 

shallow rocky area near shore. On o-[tier shipwrecks, mooririg l ines were  at lacl ied 
directly to verv solid f i t i ings on hiill s l ruc tu rc  or exposcd boi lers. Working depths 
o f  these activi.Lies varied frorri 15 to 'I30 feet. 

Bccausc sutrre Iste Fioyale sliipwreck sites arc hazardous or sensitive in na.tLirC, the 
Park doe:; n o t  want .to cncotlrarjc use arid l i i is iriletilionally clioseri riot to irrslall or 
rnair i ts i r i  Cixod niooriings. For cxarrit)lc, wreck:; stich as  KAIV11.00PS arid tlie s tern  of 
CONG1301U, wlriclr arc? beyoiirl llic maxitniim sport diviiig depth ('130 feet) advocated 
by rnosl r:ertif\ling agencies, have n o l  beeri buoved. 

494 




Each mooring system is inspected during the season by Park divers or by 
commercial scuba charter operators. After the diving season, buoys and their chain 
ballast are removed. Polypropylene line is weighted and sunk 20-25 feet t o  prevent 
winter ice damage. In spring, a dive must be made only t o  a depth of 20-25 feet to  
retrieve the mooring line for  attachment to a surface buoy. This is a cooperative 
effort between the National Park Service and commercial dive charter operators. 

As a whole, Isle Royale's mooring system has been well  received by al l  parties 
concerned and is considered t o  have met original objectives. A written account of 
these plans and operations, (Shipwreck Mooring Buoy Project, Resources 
Management Report #7 - Isle Royale National Park, January 1985) is available by 
wri t ing the Superintendent, lste Royale National Park. This report addresses needs 
and rationale for  establishing a shipwreck mooring system. It also includes 
descriptions of the material and equipment to  be used, detailed mooring 
configurations and implementation procedures. 

Operational Diving Program 

Isle Royale's diving program falls under purview of the Chief, Visitor Services and 
Resource Protection (VS&RP). Day t o  day operations are under field supervision of 
the Park Diving Officer (PDO). The Park Diving Officer plays a critical role in 
successful implementation of this program, which is guided by NPS-4 Scuba Diving 
Guidelines, a national level policy statement pertaining t o  scuba diving. An "Isle 
Royale Scuba Diving Plan" (Isle Royale NP Guideline 3, revised Feb. 1984) specifically 
covers Park operational diving. Much of the fol lowing discussion was taken from 
Guideline 3, which is available by writ ing the Superintendent, Isle Royale National 
Park. 

The core of Is le Royale's dive program is, of course, i ts divers. A dive team of four 
to  five employees has been identified as necessary to  meet operational objectives. 
This figure is influenced by diving workload, necessity to  dive in pairs and logistical 
problems involved in composing buddy teams from widely separated areas of the 
Park. The number of active divers in the Park varies f rom year to  year depending 
on turnover of diving personnel and how often basic scuba courses are made 
available t o  employees. Generally, the team is composed of  permanent employees, 
however, seasonals may participate if equipment is available, and they meet 
requirements of the program. Park divers have typically come from the Visitor 
Services and Resource Protection Division; however, in the last year an effort has 
been made to  include personnel f rom other areas. Currently, the Maintenance 
Foreman, Park Historian and a Natural Resource Management Trainee have been 
added t o  the dive team. Interdisciplinary membership has broadened areas of 
expertise and has helped t o  develop a wider support base within the Park for the 
dive program. 

The addition of new Park divers is handled in a variety of ways, depending upon the 
needs of the Park. Certain key positions, such as the  t w o  District Rangers and 
Northshore Subdistrict Ranger, are intentionally fil led by divers, i f  possible. 
Possession of a valid scuba certification is, in fact, a requirement for  the Northshore 
Ranger position. If the Park finds itself without enough divers t o  maintain an 
effective program, Isle Royale NP may organize an in-Park basic scuba course. 
Relying on the local scuba community for basic certification courses is diff icult with 
erratic summer and winter schedules of Park staff. Employees who wish to  dive on 
the Park dive team and w h o  come t o  is le  Royale wi th  a t  least a basic Certification 
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Ncw divers intis[ be cer l i l i cd  at ii hs ic :  s c u b a  level a r i d  pass a n  INPS waterrriaiiship 
a rid sk i  I Is tc s e .  El i 9 ilr l e e I11 11 I oy cc!s are plac:ed iii "d ivor '  . i t  i- - ~ r aii i i r i  I]" (Dl'l') s i a l u  s 11n L iI 
it i  ey h a  vc  derr io r I  s-trate tJ s u Hi[: i I![I i exp c r 1i s t' at  irl have (: oIII1.1Ic-led 12 s 11p e rv is ed 
dives. t3at:cipt oi' a "blue card," wh ich  l is is  dcpi-tl rcstricLi(>iis, atittiorize:; t he rn  a s  a 
"NPS diver." Depth  ra l ings n i a y  be i i icreascd by lo l lowi r rg  IVt'S-4 arid Park [m l i cy .... 

Wi th  a s m a l l  Park d ivc prm~rirr i i  suc:li a s  Is lo  H o y a l c ,  1 1  i s  ui ircal isl ic lo e x p e c l  
divernas-ter supervision of every divc!. Cotisc:yuoritly, iriosi: tltvos i i r ~pcriorirred w i th  
t w o  divers arid ii lendcr or t ~ o a iopc-!ralor. Ustially, Ihc mosL experienced diver will 
ac t  as .team It:ader artd supcrvisc -the dive. A dive pl;in is lorrnutaied and rev icwed 
hefore enter ing Lhc waler .  Co1iLingcirt:ic:s 0 1 - " w h i i ~i f "  scerii ir ios are dist:usst!tJ to 
B r r t i c :  i [i a i c? c in c! rg e ii(: ies, eq11iptrio 111 .fa iI t i ires, or o I.he I- co r i  s id c r i i  i o IIs . A br ie f (:I i Liq11 t? 

is cornplotet l  hV invo lved persol i t iol  a l l e r  i i i c !  dive. 

A) iVIiiiirlt:iiatico: Is lo  lioy;ilt: is ii wirtct based Park. V i r e c r i i l l ~al l  .tralisporL o l  
rs via boa l .  0bviousIv, d iv i  r i  $1 c a pa k i  iI i L i es ii 1.8pco plc,  i '11 ii l o  r ia l  arid e q L I  i 11 i11 c: r i  L o[;(;~i 

i inpor La ii L il Iid va I II ii ti I e ,  c s p e ~i a I Iy fr iir II a iri ii i iiIe t ii.l Iice 11e rspt:c: Live. Park d i vo rs a r-e 
regularly H S O ~l o  irisiic?(:t, i i i s l a l l ,  repair, or dis i r iani l t :  docks. I r i iakes lor  [ i u t~ l i ca i i c l  
yovcrr imi?ri t  waLer sys l cms  r ieet l  L O  b e  a ~ b i c t i c d ,clealiert a i i c l  rc l r lovcd 011 a y e ; ~ r l y  
basis. Iv1(lor i11cj b LJ oy s req IJ ire  ins t a  I Iii t i  u r I i r l  s [ I  rir i(-J a r I (1 reg LI  Iii r i r j  s 1 1  et: t i  (1II o I l a c  kle . 
Park  d ivf: rs oc (1 as i o 11 ii I I y [: o r i  d ci c L t I (1Ij i Iis 1) I!t: i:i o11s o 1-1 boii i s  w i L t i s 11s licc L c (1 d ii rri a (1 c, 
.that are no t  e a s i l y  lif-ted out of [ t ie  wx tc r .  Clcarirlcj Coulcd propellers ;iIid roplaciirg 
da 111a tje d 11F O  pc!1 e i-s ii rc Pyp i ca I 17 Ia i 11 t e i i  ti II cc l ur i  (:tio11 s . S ii11 i i  i io I I  s pcriotl i c a IIy a risc 
w I)c re I'a r k d ivo ts h a ve hec:11 ii t) It? .LO reso Ive il r r i  21 i t i  C e na II[: <? p ro1) Ie Irl  aC (:or i  s irle r a k) I t' 
savings to  tt ic /Park by be ing  able t o  rnako rep;iirs or salvage tlquipirrent. For 
example, a break in thc [rack O F  i~ ririiriri(? railway was rcpairerl by Park a r i d  VIP 
divers in two d a y s  The  aItern;itivc woc~ltlIiavc: invo lvcd  a rniijor ( : ~ ) r r i i t ~ i . ~ r I i f ~ i ~ ~~1.f 

govuri\ ir ici i i- resources, ut i l iz ing ii criirtc, b a r g e  a r i d  larcje work crew for r r ~ a r r y  days. 
Perl iaps ,  ltie inosl visible work perlorrr ied by divers is c le i i r r  up of  st ial low a r e a s  
near visi.tor i i s e  areas.  Tri ish pick LIP clivcs arc s(:hediiIcd yearly lo  remove 
urrs ight ly debris ttiai: c o l l c c ~ t saround tnariria:; arid doclts. 



BI Cultural Resource Management: With such a significant underwater cultural 
resource base, it is important that the National Park Service constantly monitors the 
condition of these sites through underwater checks. Divers can observe impacts to  
these resources and document significant natural changes, vandalism, or new 
discoveries. Resource managers can then assess problems and provide 
recommendations to mit igate or eliminate future impacts. As Park divers work with 
research staff t o  develop skills and abilities, techniques such as cultural resource 
surveys, mapping and documentation of new sites are added t o  their capabilities. 
Law enforcement efforts t o  protect underwater cultural resources from theft and 
degradation are substantially improved by use of patrol personnel wi th  diving 
experience. "Topside" permit and boat checks are conducted frequently t o  let 
visitors know that Park managemen? is actively concerned about preserving these 
resources. Inquiries about artifact removal or  antiquities violations are an important 
aspect of information gathering for  possible law enforcement measures. Visitor 
contacts during patrols also provide an excellent opportunity t o  instill or reinforce a 
"preservation ethic" wi th  the diving public. Prevention and deterrence through 
education are the primary goats of  these patrols. 

C )  Body Recoveries: Three sport diver drownings have occurred at Isle Royale 
National Park since 1976. Body recoveries were completed by private individuals 
under coordination of the Is le Royale Superintendent or Chief Ranger. Due to 
obvious questions of liability, Park divers will make future body recoveries within 
their capabilities. Because search and recovery operations of this type are sensitive 
and often complex, a full discussion is left t o  other sources. Numerous property 
recoveries ranging f rom tools t o  outboard motors are made each year. 

D) Natural Resources Research: In 1986, Park divers assisted with research of 
in-Park Lake Superior water quality, by deployment of sampling devices. Monitoring 
of water quality wi l l  undoubtedly receive greater attention, due t o  national emphasis 
on baseline environmental data gathering. 

Training: The Park tries t o  take advantage of Nationat Park Service-sponsored scuba 
training opportunities, such as Advanced Operational Diver and Divemaster courses. 
Ideally, Isle Royale hopes to  maintain at least one divemaster and one or t w o  divers 
a t  an advanced  operat iowl  level. In addition, a yearly mini-diving workshop i s  held 
a t  Isle Royale. This session, which usualty lasts three days, concentrates on skill 
development. Divers are introduced t o  unfamiliar specialities such as underwater 
maintenance techniques, archeological mapping, wreck diving, use of new 
equipment, equipment maintenance, a n d  emergency procedures. Park isolation and 
irregular schedules hinder access to  local community specialty courses. 
Mini-workshops also provide an opportunity for  Park divers t o  complete a required 
minimum of 12 operational dives each year. Due t o  complicated travel logistics and 
competition wi th  other work duties, this minimum is sometimes hard to 
accomplish. Continued skill maintenance is especially difficult during winter months 
when open water diving is unavailable, wi th exception of ice diving. Recently, Isle 
Royale National Park has made arrangements wi th a local scuba club to "pool" dive 
during the winter. 

Equipment: A central scuba locker has been constructed a t  one district office. Dive 
equipment is stored and serviced in this facility. "Turnaround" t ime for equipment 
repairs through t h e  mail are considerable. Equipment maintenance is therefore 
completed in-house whenever feasible, with a stock of commonly needed spare 
parts. Visual inspection and hydrostatic testing of scuba cylinders are accomplished 
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cornr~ic!ri: ially. The Park hopes to put  one or  two  d ivers  .through a visual  i r ispect io i i  
ce  r l i Cic i l  i lo r i  c o urs c!. 11o.taI) Ie s a v iii9 s w o IJ Id t-, e reaIized 1:hro ugt i  e Ii ini n a t i(1 1-1 of v i s ua I 
inspect ior i  fees arid har id l ing costs. Industry cert i f icat ion in  regula-tor repair is also 
a n lic ip a l e d .  

Isle Royale Nt' has made a cor isc ious  dccisiuci not to pt r rchase a n  air cornpressor. 
Consistori t  ava i lab i l i ty  of corrirnerciai air f i l ls  through scuba c t ia r tc r  operators ,  is 
p r ese ply more e(:or j  o rriic a I 113 a I I  ope ra ti0 1 1  a r icl tnii i rite Iicl r i  (: c! 0-l' a g ovc r r i  rricn l  
cornpressor. Sornetirrres th is arrangcinetrl: p r o v e s  to be iri(;orivetiicril, t iowever ,  a 
re[: e r i  t p1.1rc: t Ia sc of a d d  iti o r i  ii I ii ir c y I i r I  d I? r s II a s r n  a de t t i  e s i t ua L io i t  a c:cep tab Ie .  

A compt i l c r i rec l  clatahase is esrat)iislied Cor evcrv  p iece  of  s c u b a  eqti iprnenl i r r  Ihc 
_ .

Park. Eqiiipmeri.L issued to  Park d ivers is tracltctl using t h i s  prograrii. Ih e  da.tabase 
i i ic lu t les a mair i ter iar ice log .for e a s y  rcci-icvat and update 0-1 service records. Key 
in formaZion sirch as  ir iodel or ser ia l  ric.rtrrbers, t-eplacernerii [ ia r l  data,  ~ . iurc l i i ised a l e s  
and cosl is  also rriainlained. 

Progratri. Adrn i r i is t ra t ion:  The Park Uiv i r ig O f f i c e r  (PCIO) prepares a scuba program
~~~ ~~~~ . .. .. . . . 

pl a r i  before e a c; li d i v i  [I CJ season.  Tti i s i i i c  I ( i d  os  e :;ti ry i  a le  d cxper ist!s f r o m  purc Iiilse s, 
repa i r s, r i i  e d ic: a I oxii n-r i t i  al:io 11s, p roje x :  tct l  d iv i 11 $1 a (: L iv it i o s a iI(1 L r a i Iiir I CJ (: o 11r s c: s .  TI I e 
prograrrr i s  s u t ) j e c I  to appvoval  t )V l t ie  Cl i ie f ,  V is i tor  Serv ices arid Resource 
Pro iec t io i \ .  -Il i e  VDO is also resporisible tor  ordcri i ig, s tock ing  a n d  repair 0.1 
ecl ii i mc 11 I: o r  a c: (:cs sorio :;. 

S ince  'IY7ii, Isle Floyale Natioiial Park s ~ a f Ihave deal1 wilt i  l l i c  followin$] scuba div i r ig 
far a Iitie s ,  f oc t T I  ii1 Iy (: c r L i-Iiu (1 a s a s iiy xi at  i on (1 uo t o wale t '  iI ri ine r s  io 11. 

1.ocario II  Hca so II For C a t  a Ii tv/l-ra r i  s p or t a t i  0 II 
... . . ~ . ~~~~ .. 

HENRY CHIStlOI-M 	 Ai r ernboI i s I1-1 8/'I 9/7 9,  Ur i  21 u t  t I orizc  d c; o ir iine rc  iii I c t I 21r L c r 
boat. 

Di s o  r ic! n t a t  io n ii Iid/o r en La ii$1 Ie r n  c n1 8 / %2 / 7  6.  t1 r i va le  
b021 1. 

Ruinor rrieritiorrs ii possib le  fatalil'y 011 IiIVIIYKC31I during t h e  'I 960s. This  vtct i rn was 
sup[)o sc d Iv re  ino v e  d by .t tit! in v o  lv cd  d iv ing  p a r  tv a nc l  . ~ r ai i s  p o  r.ted ha  [: I; lo tila i r i la  r i  tl 
I a c i l i t i w  by pr iva te  boat. Reasor i (s)  lo r  the dea th  are unkriown. 
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Non-fatat accidents or incidents reported since 1977 include: 

Location Incident and Date 

EMPEROR 	 (2) Omitted decompressions after planned depth exceeded 
(1983). No symptoms after oxygen therapy on omitted 
decompression schedule. Commercial charter boat. 

E M P E R O R  	 Medical problem precipitated by cold water exposure, wi th 
decompression sickness symptoms ( 1  982). Patient 
transported t o  recompression chamber, but  treatment was 
not  initiated. Private boat. 

EMPEROR 	 Near-drowning due to  panic, precipitated by suit squeeze 
and regulator free-flow (1982). Patient was transported to  
hospital for  treatmen't. Commercial charter boat. 

EMPEROR 	 Buddy breathing ascent due PO lack of air (1981). The ascent 
was successful f rom approximately 120 feet .  Unauthorized 
commercial charter boat. 

EMPEROR 	 Regulator free-flow a t  70 feet (1981). Dive terminated. 
Private boat. 

EMPEROR 	 Emergency ascent necessitated by lack of air f rom possible 
regulator malfunction ( 1980). The ascent was successful 
f rom approximately 50 feet. Private boat. 

EMPEROR 	 Air embolism due t o  uncontrolled drvsuit ascent possibly 
from contamination of breathing air ( 1  9791. Recompression 
chamber treatment was successful. Private boat. 

EMPEROR 	 Esophageal spasm (1978). The incident started a t  60 feet 
after use of an oral inflator on buoyancy compensator. Diver 
ditched weight belt  and terminated dive. NPS diver. 

KAMLOOPS 	 (1) Regulator free-flow a t  175 feet (1983). NPS diver. (1) 
Regulator free-flow inside vessel a t  depth over 200 feet 
(1980). Private boat. (3) Regulator free-flows a t  depths over 
200 feet ( 1  979). Private boats. No emergencies developed, 
due to  use of redundant air systems. 

KAMLOOPS 	 Rapid ascent f rom 160 feet due t o  "0" ring failure on air 
cylinder valve (1979). Private boat. 

KAMLOOPS 	 Broken ankle f rom fall while suiting up w i th  drysuit (1979). 
Private boat. 

KAM LOOPS 	 Uncontrolled ascent due t o  rnaliiinction of drysuit inflator 
( 1  979). Incident controlled by safety diver. Private boat. 

KAMLOOPS 	 Decompression sickness (CNS bends) (1978). Recompression 
chamber treatment was successful. Private boat. 
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H E N R Y  CI IISt I0l.lVI 

H F  N t i Y  C1-1 1 St IC1ILM 

CtiL S I-Lti CIINCUON 

G LE.NI.YON 

S c I I  I) ii ii c t: id e iI t s o r 

Park r;i rige r s .foI1ow a 0 iv iII g A(;c idc I I L Chc c kl ist, wl iio t i  pro vicl e s s te [I -'by -.sLep 
in,forrri;itio[i oti e i i ierge i icy  i i i2ir iagjci i ier it .  One 31~ loot L~o;il and 3 26..foot 
patrol/seiircti irnd I - C S C ~ ~b o a ~ sare used by resporrdiriy Park rariyers. Other vessels  
a re a v ii iI a t) If: d c!p e  iid ir i  g u[I  I)11 iIIC id t: iit r I!q ci ire inc 1 1  (2 ; .  C o r i  Ir n  e rc i a I sc IJ L, ii (:ti a r l er 
o pe r a L OFS a r 12 a I so a dvis e d 0 I: d iv i t i  g a I;c id i? II L proc c? d iIr c s a r i  d (:orn r r i  LA r i  ic ii Le d i rec LIy 
wi-th Park ornplovees over riii.iririe l-IV1 (ir NVS radio i ietworks. One ct iar ler  bi isirrcss 
req11ir c s c o ir Ip Ic-tio r i  of ii 11 !ir ri c rcj G 11 t; y !n.Ioriria ic) II Ca rd hy passc r i  $1 e F S ,  w hic 11 
authorizes recornpression ct iair iber Crca Lrrioni i f  necessary.  Isle Royalo NP stafC 
incIt i  t l e  s t r nergB rrcy IVIed ic a I -1.c(: 11 r i  ic iar i  s, so tme I ri i  i r i  ed iIi ii d ini I i  isi:ra-i-io n o I IV 
so Iu-tio i is .  Ir i  -Pa rk li r s I: a id L r a i1.i i 11 CJ sc ss iO I Is for  d iv  i rig ii (:c i d e iIt s ii  re c o r i  tJ ci c Cc (1 
accordit iy LO persori i iel  needs. Erneryencv rrredir:al c a r e  i s  providcd as p c r  Natioiial 
0 c ea  r i  i(: arid ALiri 0 sp t i  e r i[: Ad m j i1i s mii io 11 (11OAA) a 11 d Do[lar L Iric' r i  L o f  Tra [ is 110r t a i  i0I1 

(DO'I') y ci idc l i t i  e s .  

IM m e  d ia l e  a 11d e f Cic icnt .I:ra t i  s po r t  of d iv i 11 9 21 c (; id e r i  t pilLi(? i i  I:s lo a rec o inp r c s si (1 r i  
chstr ibcr i s  O F  u l m o s t  concer t i  for iriaxitncrm ptiysical rcr:ovcry. Prior to 1986, 



patients were taken t o  a private recompression chamber in Thunder Bay, Ontario, 
35-40 statute a i r  miles f rom Isle Royale. A private seaptane on contract t o  the 
National Park Service served as air ambulance. One Park ranger and local sport or  
commercial divers were trained in chamber operation. Treatment was provided bv 
hospital medical doctors certified in hyperbaric medicine. 

Since closure of the Thunder Bay recompression chamber, nearest treatment 
facilities are located in Milwaukee, Wisconsin and Minneapolis, Minnesota, over 300 
statute air miles away. These 24-hour chambers are rnulti-place with professional 
hospital staff and heliports. Air transportation can be provided by U S  Coast Guard 
Search and Rescue helicopters, wi th a minimum 2.5-hour response t o  Isle Royale. 
The helicopters have hoist capabilities and flight paramedics trained in scuba diving 
emergency management. Other air ambulance alternatives are available, under 
constraints of  limited availability or  considerable transport time to recompression 
chambers. The Superintendent may designate a Park Public Affairs Officer to  work 
wi th news media concerning diving accidents, other incidents or public information 
releases. 

Scuba diving visitors are required to register upon entering the Park, a t  a convenient 
Ranger station. According t o  regulation, a dive cannot be initiated until the 
registration process is complete. Inherent dangers of cold water and shipwreck 
diving are explained a t  this time, either verbally or by distribution of a Scuba Diving 
brochure. Commercial charter boat operators are responsible for  informing 
passengers of diving conditions, safety precautions and accident procedures. 

Charter Boat Operations 

Until 1980, scuba charter boats carrying passengers for hire at Isle Royale were 
operating in disregard t o  code of federal regulations and many US. Coast Guard 
requirements. 36 CFR 5.3 states that engaging in or soliciting any business in park 
areas, except in accordance with provisions of a permit or contract is prohibited. 
US. Coast Guard passenger for hire regulations detail equipment requirements, 
operator licensing and vessel inspections. Contemporary writ ten and verbal 
accounts through the 1970s implicated many vessel owners wi th commercial 
operations a t  Isle Royale (Dututh Sunday News-Tribune, June 2, 1974; Isle Royate NP 
Memorandum, Shaver September 16, 1976; Aqua Center Newsletter, Aurora, Illinois, 
5(4), 1977; Omaha World Herald, April 8, 1979). 

Isle Royale National Park management tolerated this situation until the late 1970s, 
when commercial charter boat operation became an obvious impact on island 
facilities and diving sites. Liability insurance coverage for sport diving accidents and 
the quality of visitor experiences were of major concern. Park staff discussed 
instituting a permit system for business operations with scuba charter operators in 
1978. The favorable response led t o  formal government solicitation for  scuba diving 
services a t  Isle Royale NP. Proposed financial arrangements, operating plans, 
management and organization structures were detailed by interested parties in a 
lengthy application process. Operating plans included food preparation, equipment 
maintenance, training, reservation policies, on-site dive management, air compressor 
operation, passenger orientation programs, vessel and diving safety procedures. 

Three concession permits  were authorized in 1980 for  charter boat transportation of 
scuba divers. Businesses were entitled wi th  exclusjve rights to  provide this service 
for the permit period. Permits required U.S. Coast Guard operator licensing and 
conformance with safety regulations. Prohibited activities included artifact removal 
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a n d  planned dives over  'I40 fee-[. A divernas-ter or assistant inst ructor  needed to be 
on board, w i th  divers us ing power in Ihtors, buoyancy r:ornpensators and 
subrnersiblc pressure gauges. F i rs t  aid tratriirrg and supplies, an oxygen delivery 
sys tem a n d  complete set ol reserve d iv ing gear wcrc required. IVIinirniirn publ ic 
l iabil i ty arid proper ty  insurance coverage was set a t  $500,000. Isle Royale I\lP s ta f f  
regularly conducted v is i ior  servicc! and vessel inspections accordir ig to  National Park 
Service g uiti c I i r i  es .  

Concessiorl  pcrrrrik val id 'through I985 were later issued 'to two charter dive boat 
businesses, who worked cIose1~wi th  Park personnel. Visitor cornplair i ls were 
min imal  wi-th services judged to be of h igh quali ty. Divers enjoyed a "wilderness" 
experierice wh i le  ptrrsuiriy their sport, ;is much  as  other Park users.  Lack of 
developed fac:ilities and mainland arncrrities was deemed a pos i t ive at.tributc hv 
rnariy divers, who wished to oscapc crowded vacation arcas elsewhere. One 
c on[: es s io n d eve I(1I:,e d a broc ti u r c 11 r ov i d i ng pa s se r i  C-J er ir i for ryiai io r I a nd a dv e r tised 
n a t  io t i  a IIv . Pa r I( K a n 9e rs i11 v e s.t icj a t e  d u rr a ti r t i  orized div c-c I1a rter oper a tio I I w Iie n 
suspecled. One case  led t o  expulsioi i  arid f in ing of a Canadian vessel owner  for 
p ro  t i  I b i,ted b us i t i  e ss o pe rat i o 1 1  s. 

Cori,troI over re inova I o I s t i  ipwre  [: k a r t i  far: ts i rrip roved w i.l:I i  sa rr (:I i(ir i  ed d ive c 11a r.ter 
ser v i ce s .  Co iri r uc rcia I upc r a to rs rea I iL e d Io nCJ t crr n  c cor i  orn ic be r i  ef i ls I)f pro t ec.l:ing 
resources .lor future c;haricr divers Lo v iew.  Th is  led .to prcscrvat ion ethic 
d eve lopr n  e t i  t w t iic II w a s ir np ros s  c! d upon 11 i v i11g pass e r i  CJ e rs. L3 c pa r lir i  y c Ii a rtc r d ive rs 
oc ca s i ona IIy re i ri a rked t II a t cot ic e ss  i o I1 ope r i l  L Ors madc t hc I Y ~p II 1: a n a ri i fa c t bac I<. 
Pub1 ic know Ie d y c o f Is I c H oy a Ie's 11i CJt i  q ua I ir y e r i  v iro r i  rrie r i l  a I a rid s t i  i 11w rec I< d iv ir lg 
experiences gj rcw t hro 11 CJ t I Ii te(21 [tirc cxpos 11re, Lirnited {: t lar ter a I:(:ommod a.t i on s 
dur ing peak v is i lor  use week:; in  J ~ l yand August produccd pol i t ical presstire to 
expand scrviccs. Charler boi i l  ciperalors argued .That plewiy of bookings were 
available d i i r i i ig  olher t ime periods. Hcqucs-Ls frorrr Thunder  Bay, Ontario -for 
a u I: hor izii i i  o r i  u I: C il n a d iar i  cli a r tc r opera ti 011 s added fu  r t l ier co t i  ccri I 6.  

In '1886, bccausc 0.l' quesl io i is  regard ing adeq i i a t c  supply oC services, char ter  dive 
boat opera'tioris were alluwed ur ider  corrirncrcial usc l icerise. Applications .for 
(: o rnrrie rc iaI CI sc Iic c nse s a re  9 rca t Iy s i mpI i f  ie d, a I t t i  011g t i  ITo s t res t r ic tioil s o r 
reg uIati[I r) s do (aiIed LI r ici e r c o r i  c c s si(111 pc r mi i t  r eri-ia ir i ,  IVt in iin u r n i t i  sci ra rice coverage 
for general i i t id e x c e s s  l iabi l i lv was raised to  uric million dol lars .  In- depth  iiriancial, 
management ;ind opera l ing plaris are no" requircd. The l icense is available t o  ariy 
qualif ied individual or business on a year  by ycar basis, hut m a y  be revoked a t  any 
rime by  discret ion of the Suporir l ier idcnt. Only .iwo licetrses were granted in 1986. 
The few l i ccnscs  may be a rest i l t  o f  incrcascd liabil i ty insurarice cos-ts, wh ich  .for 
orie operatiorr ,tolaled over  $12,0110 tu cover  t w o  boats dtirirrg Ihe '1986 opera l ing 
season. Of in torest  is whc.L:hcr qual i ty o f  visi tor services and protoct ior i  of 
under w a 1e r res o ti  rcB s w iII r n  a 1c t i  o p c: ratio Iis s a 11 ct ionecl u n d e r c once s s io r i  pe rmi t s. 

Further in format ion regarding commerciat use l icenses for divirry charter boats  is 
available froiri itie SupoririLondotit, Is le  Royalc. 1\Jaliorial Park. 

Ir i  t c rprc [a iion u C Submc r ged C11 I Lcr r a I Resou rc c s 

Popular accourits o f  Isle Nuyale sh ipwrcck histories and st:tikia divir ig are -found 
t hr I )  ci  g ti o (I P Io I: a I, r8g io n a I an d na t  io r i a  I pci b 1 ic a t  iori sot i rces .  He (: I? r1.t rna g a 2 i ne 

. . . . . . .  Diver, I\lational Geographic,. . .  ~references iricliide ..Spor t  Diver, Sk in ... ~~~~~~ Treasure World,
.. - . . 

IVt i c t i  iQ a n Hist II ry , InIa nd Seas, S ierr a, 11at .... io rr a I Pa rks, 1-1 i st c) ric Pre-.s e rv il i: io r i ,............ 
- ~ ~ ~~~~ ~~ ~~~~ ~~~~~~ ~. ~ ~ ..Underwater  USA, ~ Port Cities arid ~~~Lake ~~~ Superior. Newspaper arzcle sources spar i  the 
IViidwcsl, as  exemplif ied by credits found in  th i s  publ icat ion. Other accoun.ts of Isle 
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Royale's submerged cultural resources are found in diving club newsletters, books 
on Great Lakes shipwreck and diving histories and publications f rom professional 
underwater archeology organizations. 

Isle Royale Shipwrecks by Fredrick Stonehouse was the first book exclusively 
detailing histories of the Island's sunken ships. Another volume entitled Above and 
Below, by Thorn Holden, was introduced in 1985. Both books are available 
commercially and show moderate sales in comparison t o  other publications offered 
by the Isle Royale Natural History Association. The Isle Royale Natural History 
Association supports Park educational and interpretive objectives through funding o f  
writ ten materials such a s  books and brochures. Publications are offered a t  Park 
visitor centers or by mail order. 

Isle Royaie maintains a high-contact visitor registration program, both as a result of 
administrative decision and the l imited entry points into the Park. "Nearly al l  
visitors (99%) come in contact wi th  Park staff through information services on the 
Island, o n  the RANGER Ill, or at the Houghton office" (Weber 1986:Part I). The Park 
provides a free scuba diving brochure to  interested visitors upon request or a t  
registration. This Scuba Diving brochure covers safety issues, regulations and brief 
histories of major shipwrecks. Visitors may also ask specific questions regarding 
shipwreck diving at Park visitor centers or ranger stations. Rangers (Visitor Services 
and Resource Protection Division personnel) are briefed on Park histor\/ and visitor 
use issues during seasonal training sessions. Evening slide and lecture programs 
about scuba diving or submerged cultural resources are conducted a t  Rock Harbor 
a n d  Windigo, both are main visitor entry points. Scheduling and content i s  variable, 
depending upon needs or interests of the Park Naturalist Office and Park 
interpreters. Park interpreters are specifically responsible for  educating visitors 
about Is le Royale through guided walks, lectures or  audio-visual programs. The 
Park concession also participates in the visitor program by providing 
regularty-scheduled interpretive boat cruises during the summer months. 

There is a relatively high participation of visitors in the interpretive opportunities 
provided by the Park visitor program. "Sixty-five percent of Park visitors participate 
in some form of conducted interpretive activity" (Weber 1986:Part I). The visitor 
program, for  the most  part is delegated t o  field personnel working under the East 
and West District Rangers. The Park Naturalist is responsible for Park-wide 
coordination of  the interpretive program. 

Historical information is collected and stored in the Is le Royale National Park 
Underwater Cultural Resources File. Research materials for this f i le  have been 
donated by private collectors, Volunteers-in-Parks (VIPs) and other government 
agencies. A Park Historian is responsible for assembling, archiving and 
disseminating information concerning Isle Royale. Park ir terpreters use these 
materials in preparation of visitor programs about shipwreck? and scuba diving, as  
may public or  private researchers. File documents have been provided to  
commercial charter boat operators for  passenger orientation and interest. A limited 
amount of oral history recordings are available that mention shipwreck events or 
references t o  Isle Royale boating history. Taped oral interviews are completed by 
Park staff or VIPs under specific standards and programming. Recordings become 
property of the National Park Service. 

Photos, slides and films of submerged cultural  resources are also stored a t  Isle 
Royate NP for interpretive, law enforcement or other uses. Most were obtained from 
private photographers, but the addition of a Park underwater camera will aid NPS 
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site docurneri.tation. 1iistoric;il pho.tos of Isle Royale boats  and shipwreck events are 
included in t h i s  collection. (Loans o f  films, slide programs and other audio-visual 
resources arc available frorn t h e  Park lbiistorian.) 

A cultural resources site inventory, including uriderwater corriponenls, is prepared 
and updated by t h e  Park Cultural Resources Specialist. Location and nature of 
archeological sites are confidential and excluded from release under the Freedom of 
Informalion Act  (5 USC 552) ,  by Archeological Resources Protccl ior i  Act 
requirernerits (Public Law 96-95; 93 Stat .  712; 16 USC 470). Amendment  t o  t h e  
Ihatiorial t-listoric Preservatiori Act 01 1966 (Public Law 89-665; 80 Stal. 9'15; 16 USC 
470) allows governrrrenl land rnanagors "to withhold frorn disclosure to  the public, 
inforrvialion relating 'lo the  location of sites or objects  listed on t h e  IVational Clegister 
whenever fie determines that disclosure ... would create a risk of des.truction or 
11 a rin" (C uIt ci ra I Res o urce s IVIa r I  a g e r n  e ri.1 G 11i de Iir I e NPS-28, Aug . 'I 985 ) .

I . ~ ~ ~ ~~ -

An education a I tech niqu e s t i  ow  ir i  y pror n  ise f o r a pplicati CI 11 .to su b r n  c rge d I: II IturaI 
resources are Isle Hoyale Field Serri ir iars. These courses arc open t o  .the general 
public arid ,taught by pro.fessioriaI instructors wi th acadclriic credit  available. 
Sen'ijriars on ecology, is lar id folklore and wilderiiess photography were 
co-sponsored by the Isle Royale Natural History Association i n  1986. Approval t o  
coriduct a field study in urrdtlrwater exploration was grariied to  the Indiana 
University School of I-iealth, Physical EducaLian at id Rccreatioii in '1984. Studcilts 
c omp Ie led course w o r k in LI n d er w a.te r s i,te docu rne11L a.1ion, res ea rc t i  .t ec t i  r iicl LI es a nd 
preservatiori ethics on shipwreck AIVIERICA. A boater's airtl diver's booklei, 
rnul-ti-i mago  slide presetitation, video producliori and LI ndorwatur guide a re planried 
for  visitor use a.t AlVlI!HICA. IriParesl: in a glass boltorui boat  cori(:essiori or 
underwater "view boxes" has b r x n  expressed by Park staff arrd reswrchers.  This 
equipment would allow riorr--divers to  view shallow portions of sliipwreclcs or other 
s u brne rge d c uItu ra I re so(Irces a rea s 

In 1981, the 1\1f3.S Sukrrierged Cullural Resources Unil: experirrrerikd wi th  installalion 
of air untlorwater interpreiive $rai l  on IVIOIWWCH. ,"It was fell . tha t  the knowledge 
gained bv the Unit through its work on ltre s i te  could be trarrsriii'lted to  visiting 
sport divers i n  such a way as t o  enhance t h c  experience of diving a well--preserved, 

ci al. l982:3%.-.34).Plastic rriimbcrs werethough disari-iculatcd, shipwreck" (IVlurphy, _- . 


positioried to be visually unobtrusive arid provide a safe, relatively easy roule over 

t h e  wreck site. 'Those irail nurribers were keyed to  a n  i l lustraled site guide t h a t  

discussed irripor-tant shipwrcck fcalures. A second vorsiori of t he  MONAHCI I 

Illusirated Site Guide was produced in a plastic-larriiiiatod forrviat so divers could 

t a k e  i t  tinderwater. 


The WIOINARCH Uriderwatcr Irii-erpretive Trail a n d  the  accompanying Guide were 

evaluated by divers i r i  '198% arid 1983. The divers rnade the  tho fal lowing 

suggestions and observatiotis: 

1) Guide size should be lirnitcd to no more .than 5 inches x 7 inches arid a larivard 
attached for easy handling. 13ef)ttis are needad on the illustration wi th  a shipwreck 
pr of iIc r-,rov id ed. 

2) 	 Firsr-tirnc divers on IVIONAttCt-i seenietl to rr1as.i: apprec iate trail guidarict? and 
he rs a r id divers fa  r n  iI i ii r w i lt i  1:he s t i  ipw reI: ki11form a 1io I1 prov id ed. Ph ui (1gra I-, 


resen.ted use of t ra i l  nurrrtrers. Plas-tic ncrtnbers wero recognized as being 

aesthelically poor (Isle Royalc INP Iillemorandurn, Drown July 22, '1 903). Currently, 

most plastic trail numbers have been removod, but s i te  guides a re  available a'k ltie 

Rock Harbor visitor center. The m a p  on the site guide is apparently sufficient 

wittroiil the actual numbers being placed or1 the site. 
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Many sport divers consider visible interpretive devices, such a5 plastic trail numbers 
an intrusion, especially on intact shipwrecks. These feelings probably result f rom 
divers' perception of shipwreck diving as an act  of exploration and discovery, even 
a t  well-known sites. Fantasy and history are interrupted by signs of present 
management. Although the trail numbering sys-tem was resented by some, divers 
generally expressed enthusiasm for  the MONARCH Illustrated Site Guide. The wreck 
became more interesting and appealing because of increased diver understanding. 
An iltustrated site guide may be especially retevant for dispersed sites such as 
MONARCH, CUMBERLAND, CHISHOLM and GEORGE M. COX, where wreck features are 
complex and confusing. 

Law Enforcement 

An undercover operation was conducted by NPS law enforcement officers in 1976. 
Contacts with unauthorized commercial dive charters and private boats produced 
recommendations for Is le Royale NP staff: 
I )  Continue checking and searching dive boats when appropriate. This activity "has 
their attention." 
2) 	 An average charter does not appear t o  be for  artifacts; operators warn 
passengers not  to  collect and hold them to  it. Friends of charter operators are 
suspected of completing most "rip-offs." 
3) 	 Conduct undercover or  surveillance operations when necessary. Observation 
during diving should be continued. 
4) 	 A continuing and primary emphasis needs t o  be directed towards educating 
divers on National Park Service ethics (Isle Royale NP Case Incident Record, Tolley 
Sept. 2, 1976). 

Since that time, informal discussions with divers and formal educational programs 
about preservation of submerged cultural resources have helped curtail removal of 
artifacts by visitors. Evidence of community ethic building is evident f rom increased 
willingness to  report theft of material and artifacts from Isle Royale shipwrecks. 
Diver cooperation has assisted i n  identifying individuals suspected of artifact 
removal. O n e  group of sport divers became directly involved in resource protection 
when rumors circulated that an attempt had been made t o  remove the KAMLOOPS 
auxiliary wheel. Working at approximately 175 feet of depth, these individuals 
fastened a six-foot length of chain t o  the stern navigation wheel. It was placed t o  
hinder removal of the wheel, yet minimize photographic and aesthetic intrusion (Isle 
Royale NP Case Incident Record, Vrana Aug. 31, 1980). 

Although artifact removal has been an important management concern, sport diving 
is attowed on a l l  major shipwrecks from April 16 t o  October 31. No portions of 
these shipwreck sites are restricted from entry. Superintendent's Orders, dated April 
1986, under provisions of 16 USC, Section 3 and Code of Federal Regulations (36 
CFR 1.7), closed all land associated underwater archeological sites t o  diving use. 
This action will protect these fragile areas for future archeological research. 
Permits are required for boating (36 CFR 2.10 and 3.3), underwater diving (36 CFR 
7.38 b), collecting research specimens (36 CFR 2.51, commercial photography (36 CFR 
5.5 and 43 CFR 5.1), operation of air compressors and portable generators (36 CFR 
2.12). Although permits are restrictive, they help control resource degradation and 
balance needs of various visitor groups using Park resources and offer managers an 
important control mechanism. 
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'To reinforce preservat ion ethics, law eriforcerrient patrols a n d  v is i tor  contacts are 
continued at  dive sites a n d  docking areas. Divers arc? required b y  regulat ion (36 CFR 
3.23) lo  identi fv scuba activi ty by displaying a standard d ive flag (wh i te  diagonal 
str ipe on  a red background). Patrols at  irregular ir itervals appear to  produce the  
best deterrence against resource violat ions. Park rangers w i t t i  full law ori forcement 
corri i i i issioris can carry firearms, make arrests, execute warrari ts and coriduct 
ir ivestigai ioi is of al l  types (IUPS Law Enforcerrient Guideline IVPS-.S). Thef t  f r o m  

~~ .. .~ ~ 

undorwaler  sites is investigated arid documented o n  NPS Case lrrcident Records as 
preservaiiorr o i  natural, cultural o r  archeological resources (36 CFR 2.1 a). Private 
possession or use of meta l  delec'tors, rnagnetoinelers, side-scan sonars arid 
sut)tio.ctorii prof i lers w i th in  Park boundaries is restr icted by 36 CFR 2.1 a .  

Law errl-orcement w i l h in  Isle Fk~vale'swaters i s  shared by a nurnber of agencies, 
a l though Isle l ioya le  Natjarial Park retains exclusive jur isd ic t ion over  the subruierged 
lands wi lh i r i  4 l / 2  miles o-l' the  shoreline of Isle Hoyale, subjec l  t o  certain 
reservations: control of submerged rninarats, f isheries arid f ish ing activi t ies are 
reserved by  t h e  S t a l e  of IVlictiigari /I-lobbs I986:Y). Searches of boats that or ig inate 
arid rernairi in  U.S. walers  arc only iri i t iatetl w i th  consent  or probable cause. Vessels  
corning lvorri Canada  arid tisitig Isle I loyale NP resources rnay leyatlv be searched 
wi- lhotr i  probable ca t i se  o r  reasonable suspiciori of law violal ion, through US. 
Customs a n d  Irnrriigreitiori regulat ions. A number of Isle Hoyale IVatiorral Park 
rangers arc dcsigna.ted US. Custorns Of f icers .  Canada Custorns and Excise reserves 
.the r ight  to search boats enter ing Ontario f r o m  Uni ted $la-tes waters. Removal  of 
gov e rrir TIe r it . a w ne d a r t ifa  c I:s f roin 0rj1:a r io hist oric sites is str ic 1'1y prohib i t  e d. 
Because of similar concerns arid documented problems, Canada Customs and Excise 
has co i ipcrnted wi.th Is le Royale NP eCCorls of shipwreck protect ion.  ]-he U.S.  Coast 
Guard has some jur isdict ion over  boatir ig act ivi t ies on Lake Superior waters  of the 
Park, because -these watcrs  are classified as navigable waters. Coast Guard 
res p o t isi b iI ity i n I: III d c s Iicet i  s ing a rid ir Is pect irig comm erc iii I boats, sea rcti  and res c  ue 
operatioris and rriainierianco o f  so i i ie  aids to  navigation (Iiobbs 'I98G:IO-'l I ) .  

Art i lac t  Recovery arid IVIuscurrrs 

For a stiorl: t ime, underwater  artifac-t recovery was sanctioned by lste RoVale 

I\]a t  io11 a I Pa rk r na L ia g ernc r1.L u t i  d c r .I:w o spec i-fi(: c ondilio r Is. 

'I) A visible a r l j fac l  was vatuable in mone'lary o r  historic terrris. 

2) I r i  addition, t he  ar t i fac l  cou ld  easily be stolen, or damaged by visitor use  or  
natural coridii ioris. Park o r  spor-t divers were allowed t o  recover  ttre i t em by get t ing 
specific clearance f ro rn  ~ h cChief Ranger and Cultural Resources Specialist. 
Specimens were to be exhibited in  a Park musourn. 

Problcrns wi lh  .this pol icy were irnrricdiatcly experienced. Park arid sporl: divers 
rernoved rnanv iterris w i thout  permiss ion and "dorrated" themi to  headquarters s taf f  
at IVlolt Island. Divers' in-tenlions were sincere, but iridividual perceptions of art i fact 
value a r id  vulneratri l i tv varied. In orie inslatice, a Park erriployec raridomlv recovered 
over two clozcrr bolt les and ccratriics. These i tems were  placed i n  a box  and giveri 
to  the C u l t u r a l  Resources Specialisl. Ar t i fact  provenience and context  w i th in  the 
x i lc  was lost, a s  110 archeological rr iclhods were used. This situation was resolved 
by ins t i tu t ing a standard operati t ig procedure for art i fact recovery. Cultural o b j e c k  
nrav r iot be removed frorn Ptieir natural sottirrg bv  visi tors or employees. "If t h e  
ar t i fac l  has an obvious h igh triorietary o r  special intr insic value, t he  Cu l t i i r a l  
Rcsourccs Special ist wi l l  rerriove the ohjet:[ w i t h  proper documentat ion"  (ISRO 
Standard Uperat ing Procedure, April '1986). Forrn ISRO--40 is corripleted when 
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artifacts are received by Park staff from well-intentioned visitors who remove and 
turn in artifacts. 

Another issue involves artifact conservation and curation. Conservation capabilities 
a t  Isle Royale are minimal and djfficult to  obtain f rom other facilities. These 
concerns became especially evident in dealing with a stern spotl ight f rom 
KAMLOOPS. Sport divers were granted permission to  remove the supposedly brass 
fixture. When recovered, the badly rusted spotlight required days of cleaning and 
professional stabilization. Storage at a "temporary" museum is inadequate for  large 
inventories of artifacts. Isle Royale NP's current inventory includes 3,638 cataloged 
specimens and 1,600 uncataloged items of all types (Weber 1986:Part IV). Plans for 
a museum at Rock Harbor Lighthouse have been mentioned in Park correspondence 
since the late 1960s, but as yet has not been completed. Visitors may view 
specimens housed in the Mott  Island "temporary" museum by contacting Park staff. 
Exhibits and access are limited. 

Private collectors of Isle Royale shipwreck artifacts occasionally return i tems t o  the 
Park. Conversion to  a preservation ethic and loss of interest in their collection are 
usual reasons for this action. Prosecution for archeological theft is generally not 
pursued in these cases. Dinnerware from ALGOMA and MONARCH'S bell were 
recently "donated" to  Isle Royale NP by a past employee. A curatorial program 
including identification, accessioning and storage is completed for all artifacts. This 
is essential for cultural continuity and public accountability. Park staff is aware of 
other private Isle Royale artifact collections. Legal complications in addition to  
restricted abilities t o  properly store and exhibit cultural objects have quieted 
thoughts on reacquisition. "The condition of museum collections and records a t  isle 
Rovale reflect a need for continued training of staff in museum cataloging, record 
procedures, artifact stabilization, storage and exhibit planning and preparation" 
(Snyder 1986:14). 

Unauthorized cotlecting of submerged cultural resources by professional 
archeologists or museum personnel has been suspected in a couple cases. 
Correspondence to  Oshkosh Public Museum bv Is le Royale Acting Superintendent 
Raftery in 1964 made such a n  accusation: "We think you should know that your 
unauthorized activities on the island as described in the newspaper articles have 
caused a great deal of concern not only here but also in our Regional and 
Washington offices. It has been determined that you should forward t o  this office 
a l l  material collected by your group ..t'' (NPS Correspondence, Raftery Nov. 4, 1964). 
A more recent incident was reported by sport divers who were approached by a n  
individual representing a regional marine museum. The divers were asked to  
recover artifacts f rom shipwrecks within the boundaries of Isle Royale National Park 
(NPS Correspondence, Morehead July 28, 1978). Both incidents are unresolved, but 
made Park staff aware of professional pressures t o  obtain submerged cultural 
resource specimens. Museum pressure for  artifacts for display (sometimes even 
unauthorized artifact collection) is a recognized threat to submerged cultural 
resources in national parks. 

Management Plans and Guidelines 

The Isle Royale National Park "Statement For Management" outlines Park purpose 
a n d  significance: "[H.R. 17005 U.S. Congress 19311 clearly indicates that t he  primary 
purpose of the land port ion of the Park is for  wilderness and preserving the wildlife, 
flora and basic resource in a primeval manner ... The intent of Congress ... was 
further defined with the passing of legislation in October 1976, designating isle 
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Royale as a wilderness area'' (IHobbs l986:'1,2). Altlioirgh Isle Royalc shipwrecks 
were  recoynizcd a s  a .theme s ign i f i can t  i u  the t i istory a n d  devclopirien.t 0.f the Park, 
comprising "orre of t t i e  most intact, well--preserved co l lect ion of modern  sh ipwrecks 
to b e  found i t i  North Arricrica .._ The most signif icant cultural rcsourccs of .the Island 
are -the numerous aboriginal copper mines For the Lake Superior port iot i  of t t ie 

Park, it is ev ider i i  froin the legislative his- tory ithat ret:reatioi\al power  boating and 
fishing should bc  corit inued" (Iluid. '19136: U,9,22). "The Lake Superior por t ion  of the 
Park is desigiiatud as a Natural Environn-ie1i.t. Lorie a n d  is managed .to prov ide fo r  
e r iv iro nine r1.la I Iy c o rnp a i ib Ic re(: rea ti0 n a I act iv i ties " ( Sr iy der 'I 913G :6). 

IVIa r i  ii ge rrieiiI o bjec tivos arid issti es  in.fltien(: i11CJ s (1b m e  rged (: 11It LJ rii I res o urt:e s a re 
a I s  I) id e iit i I:ic d i r i  t t i  e "State rrio r i  t f o r  1V1a r i  a $1erri e r it ." Pa rk obj e [: t i ve s in c I LJd e : 

'1 1 Ciiliural Resource Pueservalion: 7'0 preserve arid rrrariagc sites of historic 
and prehistoric signif icance, on land or t ir iderwater. 
2) Visitor Use: 1-0 .[osier a r i  appreci;iiioii and iirrclcrsta~~diingtha l  the natural arid 
cultural resources must be pro tcc lcd .  
3 )  Iri,i:erprei.;ition: 'To ir i terprct ttic niittirsl a n d  cultural resources of the Pi i rk t o  
v isirors w h c r I  e v o r a p p r o  pY i a t e . 
4) V is i l o r  S a - f c ~ y :  To provide ~ l i ciriiixitniirn arnouni ol' public safety poss ib le  
w hiIc st iII r uc o 'JiIiz ir I g ,tha i w iId e r 11e s s a r id re(: rex t  i(3 11iiI 11s e has iri her <? r1.t a rid 
acceptable dangers arid risks .LO pcrsonal s a l c t y  (I-IubLis I9~Ki:4~1,49) 

IVIa j  o r man age rnc r i  1 i s  s IIC s invo  Ivt:. 

'I ) IViaririe Si l i ic t i iary  Ucsigriaiioii: In ,1983, ttic tVatioriill Occanic: arid 
ATmospliorio AdrninisLral-ion in(:l~idc:d Islf: Royalc Naiiotial Park in a list o l  areas 
urrder review lo r  poss ib le  s t u d y  ar id ir icti isioi> into i f ie  Mari i ie San(:tuiiry Prograrri. 

i ve rs ior i :  S iCJ r i  i f i c a n L c o Iw o v e  rsy has a r is c t i  re y ii rdi Iig d i vc  rsi011 o f2) Wa i: e r I> 

water  froin Lake Superior to  weslerr i  s t a l c s .  


3 )  	 Keso11r[:e/Vi s it0 r Experi e Iic i! Pro tc c t i  o r) : 111 r i  ova Live r i  Ia 11 ii y c r n  e nt icc t I ri iq 11 es  
musl (:orilir\ue io be erriployed iii ordcr Lo p r o l e c l  both llro rosource arid visi lor 
exp eriericc s ,  
4) 	 lVluscurvi EIivirorrrricr~.t.aICoritrol: A t  present, ,the Park tnusetlm Sloragc laci l i ty 
docs not m c e i  prolessinrial curatorial sianclarcls s e l  by [t ie Ihlational Park Scrvicc 
( t lobbs l986:4'1-47) 

An Ann 11 a I Stalc rncri 1 for I n.tcrpre tii  li o II a II d Vi s ilor S B rv  ict?s (3 IJ Lli11 es basic 
ir i fo rrri a ii 0 ri u se cl i ti prog rar n  p Iti 1111i I ~ g ,i r i  lcrprerive ail d vi si.tor serv i[: e s  progta t i i  s a l id 
cost arialyses. Ciirrerit nian;igcmcri~ c o r i c e i l i s  einphasizc .lhat a i l  i nvc i i lu ry  of 
cultural rcsourcos a t  Isle Royalt! i s  incorriplete. "Lack of d;i.ta oti the .total scopc  o i  
t h e  resources (subrnerged as  well  as  thaw ahove lake level) irii-lkes the problem of 
mat Ia rji119 tl i  I? s c re so11rc es  d i f  t i  c 11 It" (We b cr 'I90G :Pa r l  I :I I). 0t l i  e r 11ecd s idc11 1i f icd 
include: 

'1 ) Preparation or a Cultural Si tes IVIariagernerrt Plan 
2 )  Conservai ion w o r k  oo the Park r:ollcc:liori 
3 )  	 Con-tinucd upgrading o f  -the Boreal Rescorch Station as  a suppor t  base lor 

sc i o t i  L is t s d oi  rig n a t  ( I  raI, c LI lrti ra I a n d soc j ;II s c ie 11 c c resea rc 11 

4) Orga iii za . ~ion of i11 lo r t r1a.i: i on Ii a r id 1 i r I  $ 1 ,  data  sto r a  ge a 1-1 d ;I r i  a Iys is p roc csse s 
5) 	 furitlirig f o r  ttie desigti and c:orisirut:Lioti of cultciral exhibits inside the Rock 

Harbor Lighthouse 
6 )  Iiic reas ed sta f t i  r iCJ l or i 11 i erpr e  t a t  io r i  (Wc bc r 1986 1 Pa r.1 I : I  I )  
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Appendices t o  this document l ist Park cultural resources, visitor use data, oral 
history recordings and sources. Other interpretive standards, guidelines or  
inventories are also provided. 

An action plan entitled Cultural Resources Management Plan and Environmental 
Assessment, was approved in 1986. "The purpose of this Resource Management 
Plan is t o  act as a dynamic guide for the continuous protection, management and 
maintenance of the Park's Cultural Resources" (Snyder 1986:3). National Register 
status for  Isle Royale shipwrecks is acknowledged, as are concerns for land 
associated or  unknown submerged archeological sites. "[Recreational scuba diving1 
threatens artifacts remaining in the shipwrecks and other cultural dump sites. Need 
Po inventory in situ artifacts and devise a protection program so that artifacts 
remain in place" (Snyder 1986:17). The problems of completing a submerged 
cu[tura[ resources inventory and protection program are discussed, detailing 
possible alternatives. A recommended course of action suggests continued 
research by the Submerged Cultural Resources Unit in conjunction wi th Isle Royale 
National Park. 

Superintendent John Morehead issued the first Isle Royale Scuba Diving Plan in 
1977, when problems of sport diving safety and artifact protection became obvious. 
The plan guides Park operational diving and program administration. A detaifed 
Scuba Diving Plan was prepared as ISRO Guideline 3 in February, 1984 and is 
continually revised. Contents include program purpose and responsibility, operation 
organization, training, equipment, emergency procedures, local policies and 
regulations. For a more complete examination of  these topics, see t h e  "Operational 
Diving Program At Isle Royale NP" section of this report. 

Other Isle Royale National Park planning or study documents pertaining to  
submerged cultural resources and scuba diving are as fol lows: 

1) General Package Master Plan approved 1963 
2) Historic Resource Study underway 
3) Archeological Survey & Evaluation u nderway 
4) Collection Management Plan approved 1985 
5) Interpretive Prospectus underway 
6) Visitor Protection Guideline approved 1986 
7) Emergency Medical Services Plan approved 1986 
8)  Ernergencv Procedures Plan approved 1985 

Copies of these documents are available by writ ing the Superintendent, Isle Royale 
National Park. 

Research Assistance 

With increased attention given t o  Isle Royale shipwrecks by sport divers during the 
1970s, Park management began investigating possible avenues of submerged 
cultural resources research. Proper research could provide information for visitor 
education programs and guide managers in complex decision-making processes. 

The f irst shipwreck documentation project was funded by Northern Michigan 
University of Marquette, Michigan with National Park Servjce support. MONARCH, 
ALGOMA, AMERICA and GLENLYON were examined during the summers of 1978 and 
1979. Project results included artist composite sketches, 35mm photo 
documentation and locational data (position, present condition, depths). An 
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i l luslrated report, "Isle Royale Shipwreck Survey 1978," overv iewed vessel history, 
wreckage discovered and rne i t iodology.  Since shipwrecks were  not closed to  sport  
divers dur ing the research, " i t  was  dctcrrnined I]tha.rl a convent ional  systern of 
underwater gr id ing arid buoys could riot b e  ef lcc t ive ly  used" (Nor thern IVlichigari 
University l978:11,26,35).  Sita diagrams were produced by taking rrieascirerncnts 
.frorri a single- point  reference. A '19'1 I construction plan prov ided reference in 
pIoti:ing A IV1E R ICA's ir i ter io r dirci e r I  si on s , Is Ie Roy  a Ie I\]a t  io ria I Pa r k rec e iv e d a r lif a (; Zs 
recovered d ur ing d iv i 1 1  g opor a iI o r is , Us iiig re s ea rc t l  r n  a.l:e r iCI 1 s a rid pho togra phy f r o rr1 
the project, a mult i-media sl ide prograrri was produced.  The NMU Isle f toyale 
shipwreck preseti lat ior i  was sf iowii  to -thousaIitls ol individuals in tlic IVlidwesl. Isle 
Royale I\lational Park currenily rrraintains ii copv. 

Attl iotrgti Isle I-loyalc shipwreck research interested Michigan Stare lJri iversity skiff, 
t h e  IUational Park Service decided 'to cori l i r iue such a survey "in- house." Beriefits 
f r o  r n  dirc  c t  adrri i in is.1ra t ive cor I  t ro1, a dhu rence Lo NPS pt i  I 1  oso p11y a r I  d kri ( I  w Iedy e o I: 
Park operatioris were obv ious.  A project plannir ig docurr-lent (NPS Forrri '10-23U 
Ueveloprricnt/Study Packaye  Proposal) was t leveloped i r i  '1919 by Is le  Royale NP wi t t i  
the fo I I owirig objectives: 
'I) Develop a basic resource iriveritory of the Subrrieryetl  Ccillural Kcsources 0-l'lslc 
Hoyalc alorrg topic l ines (shipwrecks, rniriitig, ,fislritig, prohjsiory and otl ier).  
2) 	 Provide profcssional assistance 'to Park IVlariagcr in t h e  development  of a rnodcl  
C uItura I t ?esoit rc e lVla riag em e r it pla r i  t o  r S ci b crie rgc: d C ( 1  Itci ra I Reso ~ir(: cs . 

3) Provide Park Rllariager wi-[ti professiorial assistar ice i n  the dcweloprrieri l of a 
visi tor use arid resource protect ion s t r i i legy related to rccreatiorial d iv ing i r i  t t ie  
Park. 
4) 	 Provide historical, cultural, and cnvirorirrieriiel data re la ted to -[lie in terpretat ion o f  
S ubrn erg c d C 11 I t (1 ra I Res o u ru es. 
5) Jointly develop a mode l  ley is la i ive package  f o r  -the es-tatilishrrient of a rnari t inic 
history preserve in  t h e  waters surroi ir idi i ig lslc Royalc.  
6) Produce professional publ icat iori(s) of the resul ts  0-f -the studios. 
7) Develop 8 model  plari for Serv icewide use . f o r  the  rrianageerrieirt 0-l' scibrnorged 
culiura I res o11rces ~ 

Uride rwa ter arc t i  co log ica I resca rc t i wa s corn p I ct c d by pas i: me cn be rs of I he  11ali o t I a I 
Reservoir Inundation Study, rerianied Suhrrrerycd Cul tu ra l  Resources Uni t  of ttie NPS 
Southwes l  Regional Off ice in 19811. T h i s  repor t  coricludes a s-tutlV 0.l- Isle Royalo 
submerged cultural resources by the SCtRlJ f ro rn  '1980 th rough 198f.5. In l9I32, the 
S CRU h os l ed  a tra i1-1 iiig session o t i  "S ubrri erg etl C 11I,tura I He sou r [: e s IVIa nag c rric r I  t: 
Skil ls & Issues," a t  Isle Rovale IIP. It w a s  ,the f irst I Ia t ior ia l  Park Service course 
dealing specificallV witti .these resources. Part icipants c a t ~ i e  frorn the Ontar io  
Ministry of Culture arid fbxrea l ion ,  LJNEXSO, S la te  of lVlic1iigan IJnderwa-ter Salvr-ige 
Cornrnittec, Corps o f  Engineers, sport divers and i l i r ouy t i ou l  Natiorral Park Service 
areas. Shipwrecks of Isle Koyr-ile IVatiuri;iI /Park were  listed i r i  the IUal ior ia l  Register 
of Historic Places as a thetna.Lic g roup in  '1984, through ef for ts  of the SCHU. 

Greal Liikes states have a lso exhibited an  in terest  towards utidt-!rwa.tcr cu l tura l  
re so11 rc e prolec 1:io r I ,  S irice Is Ie R oya I c v is i-to r s 1 iv e pr (2 dorn ir Ia n tIy ir I  Ihe IVIi dw c sl, 
actions by  state governnier i is  have influericed d iver  a.tPi.tudes and behavior. Is le  
Rovale I\]a tior1a I Park staff c onli n ua 1 1  y inn r i  ito  r regiona I deve1oprn e r i t  s t ha,[ ca II 
influence Park npcratians. Or prirrrary ir i ierest i s  IVIichigan's Ur iderwaler  Salvage Law 
(Public: Act 184 of 1980), "wh ich  protccls a r l i l a c t s  contained or1 and  in sunken ships 
as well a s  the ships themselves. The law further prov ides for estab l i shmonl  of 
bottomland preserves ... [arrd] forb ids  The .taking of any art i fact w i thou t  perrrii'ts from 
the Departrnerit oS Nalural Hasources and Secretary of St, te" (Mic 11 iga n IN a tu  ra I 
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Resources July/August 1982:13-15). Michigan S t a t e  University promoted the 
concept of underwater park-preserves and enactment of the law. Economic benefits 
to  local communities from visiting sport divers and protection of finite cultural 
resources were central reasons for such efforts. A variety of reports regarding 
Great Lakes submerged cultural resources and scuba diving are available f rom 
Michigan Sea Grant Publication Office, Ann Arbor, MI or  Michigan State University 
Department of Park and Recreation Resources. The State of Wisconsin is currently 
proposing a similar law. Strong cultural resource preservation regulations, which 
specifically include underwater sites, have been instituted in Ontario, Canada for 
many years. 

Scuba Diving Registration, Visitor Use Statistics and Surveys 

The earliest Isle Royale National Park reference t o  scuba diver registration was 
found in correspondence from Superintendent C. E. Johnson on November 4, 1965: 
"We have, in fact, been somewhat concerned about the safety of those diving on the 
wreck [AMERICA1 and have required that they obtain a permit t o  do so in order that 
we could provide some degree of control through a check on the adequacy of each 
individual's experience and equipment." Use of permit information t o  investigate 
possible law enforcement violations was shown by a 1966 report (Isle Royale NP 
Special Incident Report, Abrams July 18, 1966). 

Scuba diver registration later became mandatory by Code of Federal Regulations (36 
CFR 7.38). During t he  1970s. a n  active diving permit system was recognized a s  an 
important means of visitor control and source of diving information. Permit 
requirements called for  daily diving registration jn 1974. Name, address, number of 
divers, dive location and date were filled out by the dive party leader, agreeing t o  
comply with listed diving safety practices and site preservation regulations. In 
addition t o  this data, current permits call for information on dive boat used, an 
emergency phone number and a listing of proposed (planned) versus actual dive 
location. All divers in a party now provide information for permits, although they 
register only once per visit. During registration, Park rangers explain regulations, 
safety precautions and provide a brochure on Scuba diving a t  Isle Royale. Park 
rangers retain a copy of the original permit. Divers are requested t o  return their 
permit with corrections noted (i.e. actual data listed) before leaving the Park. 

Scuba diving permits have provided important information t o  managers regarding 
visitor use. Superintendent C. E. Johnson in 1965 had "approximately 75 - 125 
scuba divers exploring the wrecks each of the  past three summers. Several times 
scuba diving clubs have come t o  the istand as a group" (NPS Memorandum, Johnson 
March 25, 1965). A two-year evaluation of scuba diving was requested by NPS 
Assistant Director Gastellum in response to growing recreational use of Isle Royale 
shipwrecks: 

During the test period which covered the visitor seasons of 1968 and 
1969, our registrations show that a total of 157 divers spent 603 diver 
days i n  the waters of isle Royale. We are certain that  additional 
unregistered divers participated in these activities as well. The 
registered divers indicated that they would dive on the fol lowing 
vessels: ALGOMA, EMPEROR, CONGDON, MONARCH, AMERICA, 
GLENLYON, COX and CUMBERLAND. In addition they indicated that they 
would be diving in the fol lowing locations: Blake Point, Washington 
Harbor, Mott  Island, Menagerie Island, Malone Bay, Canoe Rocks, 
Siskiwit, Rock Harbor, North Gap and Circle Island (NPS Memorandum, 
Beattie July 30, 1970). 
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In 't97f3. 259 divers m a d e  581 dives dur ing the rnoritfis of IVlay, June and July. 
Survey rescarcl i  or1 Isle I?oVale scuba divirig was conducted in  '1980 by IVtichigan 
Tectiriolngical Universiry (Siinsori 't 98-1). Results were based or1 the retcirri of 'I 813 
survey forrris mai led to scuba divers registered with the Park in  'I977 a n d  1979. 
Respondents used the followitig transportat iori  inethods: 

P r i v a k  boat 53"u 

Ctra r l e  r boat 43"o 
Reriral boat 2 %1 

liesutls and reconirneridai ions froiri t he  Sirrisori (198 1 )  s t u d y  are iisled below. 

-_Spori Diver Profile 

The surveyed divers were separ:ireri in to  two groups  based o n  
whcl l ier or not they  had iridicaled that .they had donc tlec:oinprt!ssion 
diving whi le  a t  Is le Hoyale. 

1-lie spor i  diver a i  Is le I3ovalc IS  ivpic;illy male, bctweeri t he  ages of 
27 atid 3fl y e a r s ,  arid h a s  beeri diving five Vcars o r  l ess  

One-tra1.l of these divers have loyged more  t l ian I00 dives, 
predorn ina-k ly  in  freshwaler. Two- th i rds of the divers log between 1 'I 
arid SO dives p c r  year, ir idicatirig act ive d iv ing parl.icipal-ion. Wlore L h a r r  
half of the divers have inadc 'I0 or less dives bclow '100 -fee.[. l h e  
de (: 0 mpression dive rs ,  ii s ii g r o  LI p we co s ig 11 if i (:a 11 I: Iv r r  I ore t!x pe r ic I1 c e t l  
a t  diving rlian those divers who did riol rnake a decompression dive 
whi le  at Isle Royale. 

Both yro i tps were  well experiericocl a t  [:old waicr  divirig. 

Two- thirds O C  I h e  spor l  divcrs had sornc shipwreck divirig cxpcr icr ice 
before coming  to Isle Royatt! a r i d  were  aware  ol rile Anl iq i i i t ies  Act 
and its prov is ions prolccling itic shipwrecks of Isle H o y a l c  

Diving i l l  Isle Rovale p rese i i l s  s o m e  log is l ica l  problems f o r  [he sporl 
diver. 

1Ve;irty 85% of the divers h a d  acces:; t o  a por tab le la i r1  compressor fo r  
refilling scuba iarilts duririy i l i c i r  t r ip  10 Isle Royalc  

Wreck d iv ing was the rri11s1 frcquenlly indicated d iv ing ac i i v i l y  at  ls lc 
Rovale, wiih cjcrieral sporL (Jiviiig and pt io tograpl iy  rarikirig Car twtiirid 

7he spor l  diver visit ing Isle tloyalc is very wcll equippwd for I he  d iv ing 
condit ions a t  Isle Royale. 

... more t h a n  90% of .the spor t  djvcrs oxcceded a depth of 60 f e e l  
whi le  d iv ing a t  Isle Royale. However, ority 41% made dives lor wh ich  
they faII ow e d d c (; oITI prc s s i c) II p roc e tJ II re s. 
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For these divers who did make dives below 100 feet or  decompression 
dives, responses show a high degree of knowledge and preparation for 
tha t  diving experience. 

The shipwreck AMERICA was the most popular dive site a t  Isle Royale, 
followed by the COX, EMPEROR, CONGDON. 

Locating dive sites was indicated as being something of a problem. 

The survey respondents indicated they felt that they had received 
adequate information on diving conditions at  Isle Royale prior lo 
making their visit. 

Conclusion 

... the sport diver visiting Isle Royale is both well trained and well 
equipped for their diving experience a t  Isle Royale National Park. 

The charter diving industry should take the lead in promoting 
education on diving hazards presented by the conditions a t  Is le 
Royale. 

_ _ _  most of the decompression diving is done by  the diver who is not 
utilizing charter diving services. 

... author could or would recommend ... the development of minimum 
equipment requirements for those divers who a re  planning 
decompression dives (Stinson 1981:3-4, 6-1 1). 

Current Park management has recognized some general trends in scuba diving 
activity a t  Isle Royale, “During the sixties a n d  seventies patterns joined showing 
significant changes of how the Park was being used. Backpackers were more 
numerous, lodge guests and boaters fewer in number. Specialty groups such as 
canoeists, scuba divers, sailboaters ... increased in number and became important 
users ... Recent declines, 1930-1985, have affected a l l  user groups” (Hobbs 1986:26). 
”Divers have been consistent users of Isle Royale during the 1980s and have not 
diminished in number in proport ion to overall visitation which is down” (Weber 
1986:Part IV). 

A study of Isle Royale scuba  diving use was completed by the SCRU in January 
1987. Information f rom al l  Isle Royale scuba diving permits issued during 1980 
through 1986 was loaded into a relational-database computer program. Results 
from 2,801 divers completing 15,936 dives a t  Isle Royale are listed in the fol lowing 
tables. Some results are differentiated for divers using private or rental boats and 
divers using commercial dive charter boats. 

1) 	 Scuba Diver Length of Stay 
Charter Boats: 3.8 (1980) to  4.4 (1982 & 1986) days. 
Private Boats: 2.4 (1980) to  3.6 (1982) days. 

2 )  	 Average Number of Divers per Permit 
Charter Boats: 6.2 t o  6.8 Divers 
Private Boats: 3.0 t o  3.8 Divers 
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Diver D a y s  a s  ;rl Percentage [ i f  Non-Lodge Overnights and U r ~ a ~ e r  
Overl i iy Iils 

"Diver Days" rarigcd frotn 2.5% ('1980) to 4% ( I  984) of total 
yearly Isle Royale "NPS or IVun-.I..odge Overnights" 
"Divei- Days" rariged Irorn I2% ('I980 a( '1983) t o  '18.5°/u (1984) o l  
to ta l  year ly "f loater Overnights" 

I lurnber  of Divers as a Pcrccrrt;ige of Total Isle IRoyalc I l P  Visitors and 
Total Boaicrs 
"Nurnber 05 Divcrs" rarigod Iroin 2.5% ('1980-82) t o  4% ('1984) U T  Lotal 
yearly "Isle Royalc 1\11' Visi.tors" 
"IVurribcr of CNvcrs" rarigt'd .ftorri 'I 'I%, (1983) Lo '17.Ci'Xr ('1985) of yearly 
"Total  Boaters" 

Stale of Ortyiri (2801 Divers) 
IVIir Iri e s(1 L a 45.0'%, 
IVIic h ig ii ri 'I 5.5% 
II I i rio is 13.Lj1% 
Wi  scoi i  s in 9.0% 
0r it a r io 9.0%, 

6)  	 IVletropolitan Area of Origirl ( 2 W 9  Divcrs) 
IVliri r i  ea pol idst.  Pa it I, IVIN 3 2.0 'Yu 

Chicago, IL 'I 2.0% 
Dululh. NIIV 7 .5% 
T h u n d e r  Bay, OIV'12 7.0'%, 
Detroit, Mt S.O'% 

7) Othcr Cities, Towns or  Hural  Arcas of Or ig in  (7h7 divers) 

Statc 

WI ichi g a r i  'I 99 
W is c o r i  s ir I 'I 77  
IVIiII  rIcso l a  88 
II1iriois 52 
Oii l i i r io 4 9 

8) Dive Locaiiori Popular i iy  ('I 5,936 Dives on 31 Indivit lual Siics) 

The rornaining four major shipwrecks and Five Finger Tug received 8.5u/oof 
totat  divcs at Is le Royole NP. lltlrcr dive sitc!s l isted by geuyraphica l  locat ion 
had less .than 2% of to la l  dives. 

9) Dives on Norths ide Stiipwrccks 
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Scuba dives on EMPEROR, CHESTER CONGDON, MONARCH, KAMLOOPS and 
Five Finger Tug totaled 48.5% of total dives a t  Isle Royale NP. 

10) Dives on Southwest End Shipwrecks 

Scuba dives on AMERICA, GEORGE M. COX, HENRY CHISHOLM and 
CUMBERLAND totaled 47% of total dives at Isle Royale NP. 

11) Dive Location by Transportation Type 

Shiowreck 

AMERICA 

EMPEROR 

CHESTER CONGDON 

GEORGE M. COX 

MONARCH 

HENRY CHISHOLM 

CUMBERLAND 

GLENLYON 

Five Finger Tug 

ALGOMA 

KAMLOOPS 


'/o Of Total */o Of Total 
Charter Dives Private DIves 

3 1.O% 28.0% 
28.0% 23.0% 
13.0°/o 16.O% 
8.5% 7.5% 
6.5% 7.0% 
5.5% 4.5% 
3.5% 3.5% 
2.0% 2.5% 
1.O% 0.2% 
0.5% 3.0% 
0.0% 2.5% 

99.5% 97.5% 

12) Proposed Versus Actual Dives 

Total Proposed Dives 3,959 
Dives Actually Completed 3,584 
Perce nta ge Act ua Ily Com p Ieted 90.5% 

EMPEROR showed the least variance between proposed (planned) and actual 
dives, white GEORGE M. COX, GLENLYON, KAMLOOPS and ALGOMA had the 
greatest variance. 

13) Total Dives Per Year 

1986 2258 
1985 2703 
1934 2758 
1983 2324 
1982 2127 
1981 2085 
1980 1682-
Total 15,936 

14) Most Popular Diving Months 

August was the most popular scuba diving month for 4 years a n d  July for 3 
years. July a n d  Augu.st registered between 63% (1986) and 89% (1983) of 
total yearly dives. July, 1982 had 49% of that year's total dives, the largest 
single month percentage. No other month besides June (1980 & 1986), July 
or August registered greater than 20% of a year's total dives. Permits 
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showed scuba  diving activity during months of April .through Oclobcr. A 
breakdown of monthly scuba divirig in terms of Iransportat ion t y p e  showed 
July or August as the  rriost popular commercial dive charter rrion.tli for each 
year except June, l986. Divers using private or renta l  h a t s  visited Isle 
Royale predoniinately in July and Augus,t. 

Managerrlent uses of statistical dara in a relational Forinat car1 bc i l luslraied by 
exarnples from chis study. EMPI!ROI3 and CHES-i'kFl CONGDOIA (localed withit i  'I ' I l4 
miles froin each other) received 40% of io la l  Park scuba dives during 'I980 through 
1986. A large percentage of Ihat  activi iy took place during , J ~ l vand A L I ~ L I S ~ .Public 
safery irifor ma t  io n provid ed d ur iiiy d iver reg istrii t i  o t i s ho LI Id e 111 p has iL e 't he s c 
sh ipwrec I< sites. Law en forcernc r i  I: patro Is ,  inc Itid i nLJ s urveillari ce ope rat ior1s ,  in a y  
also be rr1os.t cost  effective o f  EIViPEH017 and CONGUON during July arid Augusl. 
The sarrie suggeslions are vatid for  AMENICA, tocated in the Wcs-l. Uistricl, whic:li 
received 30% 0.f the total Park dives for the s l u d y  period. 

Pub1ic r eIa tioti s iI 1lo t Ma 1iuri rega rcli r i  g s c LI bit d iv i rig s a fel.y , a cc id e r it protoco I ,  I'a r k 
regula-tions or other topics can be  b e  dissei-rii[ia.tod more clfecl ivelv wfieri hasetl 011 

a s ta t  is-tic a I s iudy . Me trop o Ii t a  r i  a rca s of IVIi t i  r i  ea 11o Iis/St . Pa CII a ti d D u Iutt i  11rov ide 
87% of Is le  Royale scuba divcrs frorn Minnesota. Use or rnass rnedia should 
concentrate on these cities. On t h e  o'lher tiand, inetropoli~Lanareas 0 . f  l i i l i lwaukee, 
Greeri Bay and Superior otily provided 30% 0.l: Isle Royalc  st:uba divcrs f rom 
Wisconsin. Broader based rriedia with a more rural approach  would bc m o s t  
a I:,rop r ia,tc hc re . 

Over twice as rriariy dives took place frorri cotminerc:i;il charter boa ls  a s  from ririvaie 
or rental boats. A good working relalionship with ~omrrierc:iaI dive- charter 
o [I eralo rs is e s senti 21I to a c c o rri I is11 ir i  LJ Par I< o b je I:L ivos ul  a r-l:ifac I: pr otc!c ii o 11, optir n  a I 
d iv i r Iy a(: (: i d e r i l  res ponse a II d ex c t!IIe 111 v isiI:(1 r safety reco rds . 

A final noto is rieccssary regarding t h e  Slirisori Is16 Hoyatc visitor survcy ori scuba 
diviriy (Slirison l98' l ) .  This study ranked GEOHG'i: IVI. COX iis t h e  xecor id  m o s t  dived 
site, which dif fers greatly frorri irrhrrna.tion presented hcre. Ttie clifferelice was 
probably d u e  to a small sarriple size, bias in the survcy sarnplt! or meiliod of daLa 
tabulation used by the Stinson s l u d ~ .  

A complete copy of the Southwesl Cul tura l  lic?sourt:es Ccn,lcr Special Publicalion Isle 
Royale Nariorial Park Scuba Diving: A Visiior U:jC Study (Vrstia arid Panowski l9fi) ,

. . .. ~~~ ~~- - I I ~ _ ~ ~ ~ ~ ~  . ~ .~~~~ 

Carl be obtairied from the  Center. The repor'i includes an overview ol t he  
relational--database program used, a description of dalii  eii try, de-tailed rosul ls and a 
surrirriary of rnanagcrrient uses -for 'the results oktairied through Piic s.I.~tdy. 

A survey of Great Lakes scuba divers conduc-tecl by thr! IVlictiigan S t a t e  Uriiversily 
Departrriorit of Park and Recrea-Lion Resources rnay t iavo v:ilidily .for Isle Royalc 
National Park. During the summer of '1918, scuba divers lrorri IVlichigan, Ohio arid 
Indiana were systernat ical ly se lec ted  

to receive qtiestionriaires airried a t  eliciting inforination pcrtairiing to 
the general characteristics, opinions ar id diving habits of rhe scuba 
diving population ... In general, divers havc bccn involved i r i  the sport 
for approximately four years, prefer a diving deprti  of 7 5  fee,[, arid 
have irivested approxirnatuly $500 in diving eyuiprnent. Shipwreck 
divers vary somewhat f rom those gcricral pat terns.  They have beeri 



diving for a greater number of years, have achieved higher levels of  
certification, and have invested more money in equipment than their  
non-shipwreck diving counterparts. 

In considering the extent the State government should be involved in 
regulating activity around shipwrecks, shipwreck divers tend t o  show 
greater concern for  Michigan’s shipwreck resources than 
non-shipwreck divers. Although most divers favor some restrictions 
on salvaging shipwreck booty, shipwreck divers agree more strongly 
that designating certain areas as protected areas would help preserve 
these resources f rom further degradation (Lothrop 1979). 

Dredging of  Park Bottomlands 

Dredging of Park bottomlands is accomplished by use of Isle Royale NP Maintenance 
Division equipment and personnel. Permits for  dredging a re  acquired through 
application to  the State of Michigan Department of Natural Resources, under 
provisions of The Great Lakes Submerged Lands Act (Public Act 247, 1955). A public 
comment period for adverse action is part of this process. US.  Corps of Engineers 
regulations may also apply. Primary reasons for dredging include removal of 
accumulated materials around docks and construction projects having underwater 
components. Dredge spoil material is deposited in designated disposal sites shown 
on the permit. Work is supervised by the Is le Royale NP Facility Manager and 
Maintenance Foreman. 

Strong cooperation between Maintenance and Ranger Division personnel is vital for  
protection of submerged cultural resources. Past problems with this relationship 
have lead t o  destruction of irreplaceable historic and/or prehistoric site information. 
Current Park policy calls for  review of dredging permits by the Chief Ranger and 
Cultural Resources Specialist before initiation of  the work project. On-site 
inspection for  artifacts is accomplished prior t o  dredging or during removal of 
spoils. 

Human Remains on Shipwrecks 

A sensitive issue for Park managers involves the disposition of human remains on 
shipwrecks. Four  Isle Royale shipwreck events resulted in loss of life. Remains 
range from bones of  ALGOMA victims t o  fairly intact bodies aboard KAMLOOPS. A 
crewman’s body discovered in 1975 on EMPEROR became a sport diving attraction. 
Later that year, an attempt by the National Park Service and a regional dive club t o  
remove these remains was unsuccessful. Arrangements had been made t o  issue a 
death certificate with transfer to  Canada Ministry of Transport officials for  
identification and notification of  next of kin. Rumors circulated that divers were 
mutilating the body and disturbing it for  photography. In response t o  these stories, 
a Thunder Bay, Ontario dive club removed the crewman’s remains f rom EMPEROR in 
1976. It was deposited in deeD water, wi th comparison t o  burial at sea (Isle Royale 
NP Case Incident Record, Aug. 8, 1976 and Isle Royale NP Correspondence, Aug. 16, 
1976). 

Because of  extreme depth, bodies aboard KAMLOOPS have been less o f  a serious 
issue with sport diving. Divers equipped for  deep diving have occasionally returned 
with photographs or  f i lm of various human remains. In 1986, the NPS wi th  
assistance f rom the National Geographic Society videotaped an engine room torso 
with use of a Remote Operating Vehicle (ROV). As underwater technology 
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progresses and increased depths Liar:oiriu altair iable b y  sport divers, bodies on 
KAIVltOOt'S rnav con'irnarid the same a' t to i i t ior i  as the FiVIPttU3R iticiderit. Al-though 
Isle Royale INP staff dowrrr)lny h ~ l r i ' i i l r ~  reniairrs or1 shipwrecks, no policy regarding 
their dispositio n i s  a c Itn ow Ic dg c d . 
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Fig. 7.1. Sport diving is a ma jor  visitor use category a t  Isle Royale National Park. A 
Visitor begins a descent o n  t h e  wreck of AMERICA f r o m  a commercial charter boat. 
Photo by Mitch Kezar. 
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CJ 
This mooring vvas installed to provide safer 
diving and to minimize damage  to submerged 
cultural Y ~ S O U Y C ~ Sby eliminating anchoring 
within the shipwreck area, 

Fig, 7.2  This notice is fixed to rnooring buovs over wreck s i les  at  Isle R a ~ a l e .  
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Fig. 7.7. “IJridcrwarer Wlule” Park tnii i i i teriaiice atid protcct iori  s la l l :  des igned  this 
hotnernadc 1if.l: a p p a r a t u s  ‘to precisely [)lace rnooritig buoy weights underwater. [\IPS 
p l ~ o l oby Joc S-i-rykowski. 
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Fig. 7.8. Anchor d a m a g e  on wreck sites is one of the  adve rse  i m p a c t s  that the 
mooring syslem helps mitigate. NPS photo. 

Fig. 7.9. Submerged Cul tura l  Resource Unit d i ve r  placing a t ra i l  marker  on s i te  of 
MONARCH. [UPS photo bV Toni Carrell. 
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Fig. 7.1 (1. Sliipwrcoks (:oritititre Po t)t? o p;rrl  of the Isle Royale management 
experience. Park IRanget-s respond io "Rilay i h y "  irorn passenger vessel  Isk ROYALE 
QUEEN in '1SU2. IJtioto by IVIiLch Kszar. 
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CHAPTER VIII. CONCLUSION 

lntroduc t  ion 

The Isle Royale project is over; this report marks the l a s t  official act of a prototype 
study of submerged cultural resources in a national park. Although there are 
exciting new possibilities for  further research on submerged archeological sites a t  
Isle Royale and other parks in the Great Lakes area, those happenings will comprise 
chapters of  a different book, probably writ ten by  different people. it is incumbent 
upon us t o  share some observations f rom our seven years of  part-time involvement 
wi th this project, beyond what can he gteaned f rom the informational and 
methodological presentations in the body of the report. This section begins with 
some reflections regarding what worked and didn't work in our experience a t  Isle 
Royale, fol lowed by some management recommendations and a discussion of 
further research potential. 

RetrosDective 

We made some right choices and some wrong ones i n  the conduct of this project. 
Among the former was the decision t o  be highly interactive wi th the Park 
Superintendent a n d  staff; an important "right choice" that was instrumental in 
keeping our mistakes a t  a reasonable level. Isle Royale is not  the place to work in a 
vacuum, regardless of the experience and technology you may have a t  your 
disposal. The knowledge gleaned from "locals," i.e. charter captains, sport divers 
and fishermen, about the whereabouts of sites, and t ips on when and how to safely 
examine them, were invaluable. 

Our decision to  employ a "low tech" documentation system based on string and 
measuring tapes was partly a function of a modest budget. It proved, however, t o  
be an effective approach in a remote Park where a demystified methodology allowed 
us t o  easily recruit off-duty rangers, maintenance personnel and volunteer sport 
divers t o  assist us in data gathering. The same low budget that helped us make the 
decision t o  "keep it simple" also forced us into short, intense field periods, typically 
running about 3 weeks each  year for a total field t ime of 16 weeks. There was 
some advantage to  short field seasons the f irst t w o  years when we were still 
developing our strategies; i t  gave us t ime t o  reflect on our Isle Royale work while 
we were involved in manv other field projects, and probably helped keep us f rom 
locking into approaches that were not efficient or cost effective. After the initial 
phase of t h e  project, however, this proved t o  be of no advantage. Mobilization and 
demobilization activities absorbed precious field time; i t  doesn't take much more 
effort to  mobilize for tsle Royale for two  months than it does for  two weeks. Also, 
the pressure t o  obtain a lot of information in a short t ime period stressed the 
researchers and made i t  an inviting option t o  push l imits of safety and prudence to  
get the job done. The Lake i s  not  famous for its forgiving nature, and, although we 
were fortunate t o  have had no serious accidents, future researchers are encouraged 
t o  develop funding parameters that permit longer, easier-going field sessions with 
ample t ime for recuperation between dives. It would also be advantageous t o  have 
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a team t h a l  could work full l ime  o n  .the projcct, rather ttiarr three to  -four people 
able to devote oi i ly onc-Pourih tirrie, which was .the s l a t e  o f  affairs .for this s tudy .  If 
we had i t  to  do over again arid budge-i perimitted working .full time at  Is le  Royale, w e  
would exeau.Le the operation iri tliree to  four years: one rnunrh i r i  the field ihe f irst 
year, three rriorittrs .the second, and a one rnoiitti -follow-up .the ttiii-d year. WriIing 
would be completed the four-th year. 

Other approaches 'ihai: proved effective irrcluded ernptrasizir~g the use of diving 
scientific iIIustraLors in associa-Sion wi th  videotape as  a documentaliorr strategy. 
Although uriderwa.ter still pho.Pography cerlairily playcd ;in importanl  role in l l ie fiiral 
report proseri.tation for ihis projcct, t t i e  prirrre inforrnatiriri generators for the 
g ri~p t i  ic s w c rc t Ia rd- sw ir n  rri i t i iI111s t ra io r s h ii(:lie d by a na Iog irnB 9c a(: (1 u isitic) r i  f ro  in 
video. The  original video s y s t e m  used in Hie project was dependent  or1 a hard- l ine 
cable lo the scirfacc ;ind tieltriei: [ ; ~ r r i r ~ ~ ~ ~ i i i [ ; ~ i t i o r ito aplirisc ttie diver o-l' what was 
ac lua l ly  heirig tapcd. The carriera cori.tairied no rnonitar, s o  taping was in Lire blind. 
AIt t i  o LI g t i  this a p p roac tr w a s t mr w  t? d ia l e  Iy a na oh ro n i2 ed w hen Iow -p riced, 
self-coritained color systerr is with underw;i~er monitors became ava i l ab fc  in '1983, 
t h e  old uni-t had alreaclv helped greatly i r i  the analysis ol' m a n y  of t t ic shipwreck 
sites ~ 

Arnong the -things Chat didn't work so we11 ai: IsIc Hoyalc was a n  attcmpl: to ob-Lain a 
good phoLographic: image o l  tt ie rela.tioristiips o,f the itirci! stiipwrccks a t  Rock o l  
Ages frorn a i r  aerial perspeciivc. Two days were s p e n t  i r i  layirig plaslic jugs around 
tho perimeter of Ilie sites, with each siPc color---coded:21 bright red for COX, white 
for CHIStiOLIVI, e ~ c .  A seaplane was -then hired 10 circle [tic l tgi i l l rouse arid reefs 
while research tearr~ meinhers stio-i- rolts o f  f i lm and r c i n  video caimcras .througli 
ports in rhc aircraft. I r i  shor-t, [he ef lort w a s  i i  corrrplere failure wi th rhe only betierit 
be ir i  g i IwL the p ri nc i r i a  I iII vo s i iga 10 r 1ear r i  cd a I I e xp c i i  si vc 1 cs so  II a bo (1 C prop o r l ior i  ii I 
s ize in aerial irnagcry. Ivlilti j u g s  were ruiagnitudes too s r ~ i i i l l  for the purpose. II' 
would have becn considcrably triore appropriate t o  use objecis t t i e  s izc of rnilk 
cows to at:c:omplistr .the objeciivc. fu ture rescarchers are ericouraged lo t ry again, 
but be advised Ll~atthe clisiar~ccs arid light c o t ~ i i t i o n sa [  lslc l3oyale cornpel a 
project of grealer sccir)e than we had envisioiicd. 

At the er id of the Is le t3oy;ile projcci, the research .team was giveri iicccss 'to 
Rernote Operated Vehicle (ROV) techriology wilt1 which i t  hereroforc had rio 
experiei icc. Ari ROV is a cahle--tc-l-hered subrnersiblc roboP that is operated Trorn a 
surface vesscl. NOAA Sea Grant furjdirjgj enabled  acc:ess t o  R V  SEWAHD .10tlI\lSOI\l 
for I w o  days in 1985 with its ROV and sut,rriatiiie, SEA LINK. In 1986, .tlir! IUa.tional 
Geoyrapliic Socic.ty corrtribtrtcd .two rniriiaturiLecl ROVs arid il i ea r i i  0.f teclitiiciatrs to  
tlie Isle Royale project for a week. I r i  t h e  tattcr case ttie IROVs wcrc deployed in 
tandem frorn a srna l l  (32') Park patrol boal ;  a corilrast to  Plie previous year's work 
with the 'I 7O--Coot SEWAfjD JOHNS(JIV, The difference in  success arid 
c o st-oftectiveno ss  w a s  rcrw rlia t) Ie, w i  L It t ti e sec  otid year's a c tivitv he ing  
drarrra-tic:ally superior i r i  both areas, SEWARLI JOI-INSON is an irnpressive research 
vessel, bu t  its very size and complot i iy  in configura'tion rriiide i t  less useful irr 
n8a r s t I o re c rr v iro r Im e nts . Unf or iu11ii I: e Iy , i n  os i s t i ipw rec k s  do 11 '.t occ ur iri d t: e 11 o pe n 
water, far f rom darigcrous reefs or underwater obstructioris. Uecausc! of the  
coiicerris uf tho ship caprain with recfs and the subn-iarinc operators' reluctance t o  
''flv" near underwater entar ig lcrnents,  the Iirni-ted vessel titnc had lo h e  applied 'to 
our .fourth level of priori.Ly a searcti for additional rernains of AILCOWIA. Thc 
vessel r:aptain a r i d  vehicle pilols rriade prokssiorial ju t lgrne i i ts  about .lhe risks 
involved in t t ie  o.ttier s h e s  arid decided that they were not acceptable. This was 
partly due to . the  riaturc o f  t l ie  specific hardware they had on board, and par t ly  
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because they felt more information was needed, s u c h  as comprehensive side-scan 
sonar coverage on the sites, before deployment of the submersible. The operation 
might be judged a failure, but, i f  so, it was an instructive failure. RV SEWARO 
JOHNSON could probably be a useful research tool  a t  Isle Royale wi th  some 
changes in approach gleaned f rom the problems experienced in 1985. Underwater 
archeology cannot just be tagged onto oceanographic ventures wi thout significant 
communication between the archeologists and shipboard technical personnel in the 
early planning stages. There must be respect for  the different constraints and needs 
that accrue f rom historic shipwreck investigations, f rom project conception through 
execution. With the right preparation and communication, the use of the manned 
submersible could provide important information obtainable in no other fashion. 

In contrast to  the difficulties experienced wi th  SEWARD JOHNSON was the dramatic 
success that devolved in 1986 from the use of miniaturized ROVs operated f rom 
Park patrol boats. KAMLOOPS, which was the first priority for  the 1985 
investigations, was surveyed in 1986, and even penetrated by the ROV "pilots." Data 
generated from these remarkable machines helped answer many questions about 
the site and permitted the development of artists' perspective drawings. 

It is hard t o  irnagjne that any future research on the deeper sites a t  Isle Royale 
would not involve use of miniature ROV technology after the ut i l i ty and cost 
effectiveness of  those machines were so dramatically demonstrated. 

Management Recommendations 

Isle Royale has fast  become a prototype for the management of submerged 
archeological sites in parks and preserves in the United States. The Fathom Five 
Provincial Park in Tobermory, Ontario, is the only other administrative enti ty known 
that has taken an active, positive approach to  the management of a large shipwreck 
population using a conservation ethic. Some states, s u c h  as Michigan, are 
experimenting with an underwater shipwreck preserve concept, and a few other 
nations, such as Australia, are experimenting wi th active shipwreck protection, onsite 
management and interpretation programs. 

The key words are active, positive and conservation ethic. If any of those 
ingredients are missing, the value of the management effort is dubious. I t  is critical 
that the sport-diving public comes t o  learn that the National Park Service as an 
agency recognizes shipwrecks as historic entities and treats them as they would any 
comparable historic site on land. The same park concepts that work on dry land 
apply to  underwater preserves. This means active monitoring and protection of 
sites, positive, open relationships with the sport-diving community and t h e  practice 
of, a s  wet1 as enforcement of, a conservation ethic. Merely designating preserves 
without follow-up through on-site management is of questionable value. Rhetoric 
used by commercial treasure hunting organizations in their bids to influence 
legislation and public opinion has focused on the apathy of various governmental 
agencies, state and federal, toward underwater sites management. Commercial 
treasure hunting organizations have also sur;ceeded, in many cases, in convincing 
the diving public that they, rather than the "archeocrats" and managers in agency 
bureaucracies, are their natural allies. The false and ironic nature of that fanciful 
alliance is best dealt wi th  by creating situations in which it is clear that the historic 
patrimony of  a nation s h o u l d  be publicly owned, whether or not it happens t o  be  
wet. The bottom line is that shipwrecks in national parks wil l  be there for  
present-day divers' children t o  dive on; those that have been destroyed by 
commercial salvage or slow attr i t ion by weekend vandals wil! not .  
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Perhaps the rriosr irriportant rnanagerrierit tool  for  stiipwreclc siies i r i  parks is 
in t  c? r'pt'(:lati ot I .  T the moo rir ig INoy sys'terri preset iil y be  i r i  g i r n  (3 Ie rri e t vted a t  Isle 
Koyale es-tablishes bcyond a shadow of a doubt ,  Po t h e  responsible a s  woll as t h e  
iII--in'ieritioned, Thai they  are diving i r i  a park. li- also provides a n  addil ioi ial  degree 
o i  safety for .the public, tjecacrsc the buoys c:an serve as spatial refwetices in a 
sorrieii rrie s disorieriii n g u nde rwaicr  w o r ld, The s e s a  rri e r e.fe rerices 1-1 rov j de a fot: LI s 
around which an iriterpreta-tion program cat1 tie huik A variety of approaches can 
then b e  erriployed 10 enrich .the visitor experience on 'the utidcrwater cuIturaI sites. 
It is crucial, however, that these inierpretivc devices be based 011 .thorough roscarcti 
of the resources and balanced in their approach to large1 groups b a w d  uri 
experience and capabilities. 

The second aspect of a pro-active rriariageineielrlelrt a p p r o a c h  to urderwxter s i  tcs i s  
consistent, str ic l  enforccnierii: of antiquity violatioris. A judgrrierital estirnaie of the 
percentage of individuals wlio will behave tawlully arid restlorid to a positive 
approach a t  Is le Royale is YObplus percen'i. For i l i ose  oihers -lor wtiorri respect  for 
historic sites must be a conditioned rcspollsc, i'l is recorritrruridetl -tha.i. ,they be  
prosecuted to  the full extent of the Itiw wlicii ;Ipprelicride(j. 

Finally, as a general observaiion, a rwrnhcr of oplioris r : o u l c I  and stloulcJ h c  rriacle 
plain to lhe  divirig cornrriuriity. The IVa.tioriaI Park Service's first obligaliuri is t o  
prorect and preserve; if that rnaridatc! canr io i  be met -through a n  operi, posi'tivt! 
relationship wi t l i  a n v  segiriorrt u f  society, ir rnay choose mure negalivc arid 
res Pric t ive a pproac he s . 

Land--associated sites were c losed in 986 by  Supcririter~tleni's orders. This 
decis io r )  w a s m a d e by Park miat i  a g e ri 1e r i  i b e  c a (J s c: t h c' s LI ti IYI e r $1 e (1 c c) r n  poIi(-: r 1 1s of 
land sites, largely untouched  by divers so Far, Iravt! cor1sitJerahltl archeological value, 
and are very vulnerable 'to a.tLriticiii f rom cal lect ir i t~. 1-i was also i o l i  . t t i a l  - they  
preseritcd a m u c h  less irriprcssive expc:ricrice to divers t h a n  shiowrecks, arid the 
threats outweighed the poi-errlial benefits to the  public.  If the  shipwreck resources 
suffer signilicarri: attrition frorrr the increased ac txss ib i l i t y  a n d  etitiariccd ir l lcrprei ive 
programs, t h e n  selective or complere closiny of dive sites iriig1i.t be i r i  order. 
Experiencx h a s  shown .that the easies-l- regulaiiori t o  enForr:e (in underwater sitcs is 
the most coiriprehensive. It rril-iy be difficult 'to prove a particular art i facl carlit-?trorn 
a specific wreck, but i t  is easy t o  prove that someone t i as  been diving in an area 
closed t o  t h a t  activiry under the aegis of the Code 0.i' Fedcrai Regulations. 

It is very unlikely that such rriuves would ever have lo  bc taltcn a t  Isle Royale given 
t h e  excellent commuri ical ion that exists kretwesrr the diving puhlic arid .the Park, but 
it is important t h a t  i t  be urrderstooti t h x r  restriction woiitd Ire the  only responsible 
optiori the Park would have if itic s i tuat ion ga'r out of harid. 

The docurnentalion of KAIVILOOPS frorrr the ROV study in I986 rovealcd ,the 
prubtenis and benefits associated wi.lli lie iritcraotive phtlosophv 'chat typ i f ies Isle 
Royale management's open relatioriship wi-th sport divers. T l ie  unblirrkirig eve of 'the 
video camera parrrred over several areas whcre the  ship had boeri vandalized by  
sport divers. The saddest exarriplc was the errrpty bracltci where at  one lirrle the 
port rurining-ligh-i- of KnlVILOOPS was irita[;.i; it is now apparcrrtly a tririltcl in sorrie 
diver's horrie, viewed only by -friends, if a t  a l l .  By cotrtras-t The ROVs also sent 
imagery back to the surface of a chain and lock iha l  f ixes tile auxiliary sieeririg 
wheel of KAlVlLOUPS 10 t h e  ship. The chain tiad been atiactied by sporl divers, of 
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their own vol i t ion at considerable personal risk and expense, t o  help preserve the 
integrity and ambience of the extraordinary site. 

This entire positive management approach is dependent on several realities a t  the 
Park level. Most importantly, the Superintendent and staff must be conscious of the 
nature and importance of the underwater historical-resource base a t  Isle Royale. To 
make this awareness into a commitment, it is critical that Park staff be encouraged 
t o  dive on, monitor, and be familiar with, each submerged site. The entire 
management approach, already begun in the Park and advocated here, is 
meaningless if there are no Park rangers capable of diving on the sites. 

There are four separate references t o  Isle Royale National Park shipwrecks in the 
1983 Subcommittee on Oceanography hearings in the US. Congress. The Park has 
been identified by many as  a leader in the field of underwater sites management, 
including the Congressional Office of Technology Assessment in i ts 1986 report on 
preservation technology. There is a certain responsibility that devolves f rom this 
sort of trust, and it would be detrimental t o  submerged resources management, well 
beyond this one Park, if the ball is dropped. 

A major shipwreck management issue at  Isle Royale, which needs t o  be addressed 
more directly now that divers are increasing penetration activities on the deepest 
sites, i s  that of the disposition of human remains. The "Present Day Management" 
section of this report (Chapter VII) demonstrates clearly that Park managers have 
been sensitive to  this question and have tr ied to  deal  wi th the problem informally 
using resources they had access t o  -- the diving community and their own Park 
divers. There h a s  been an understandable reluctance to  raise a thorny problem 
when it was receiving minimal attention, and a few discrete actions could eliminate 
the presence of remains in the most easily accessible areas of the wrecks. 

This situation is changing, however, and the inescapable t ruth is that there are 
human remains in the Park that are subject t o  increasing disturbance and 
inappropriate treatment. Graphic proof of this was obtained when one of the ROVS 
on KAMLOOPS penetrated the engine room and recorded a sopified human body. 
The decision was made not t o  print the electronic images of the body in this report, 
because it was felt it would not: convey information appropriate t o  an unrestricted 
audience and would com'prise more spectacle than education. Unfortunately, the 
remains have a gruesome fascination because of their unusual state of preservation, 
and they invite abuse, some of which has been documented by Park rangers. 

Our recommendation is that action eventually be taken to  remove the remains and 
dispose of them in deeper water. If tegal constraints compel the examination on the 
surface by a medical examiner or burial on land, only then should such action be 
taken. The presence of  human remains in archeological sites has been the focus of 
much attention as it applies t o  Native Americans in prehistoric contexts (e.g. Keel 
1986). Certainly in a situation where there may be l iving relatives of Canadian 
nationality involved, the correct treatment of such remains is similarly important. 
Retrieval of the deep-water remains would be a technically challenging and 
expensive undertaking, but one that might he accepted as a training mission by the 
U.S. Navy or large commercial fi.rm that was interested in performing a public 
service while training its mixed-gas divers. 

Other shipwreck sites where the question of proper disposal of human remains has 
been raised include naval vessels such as  USS ARIZONA, USS MONITOR, and other 
Civil War and World War I and II vessels. For a discussion of this issue, the reader 
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have not found a good number of sites that should have le f t  clear residues in the 
ground or on the lake bottom. The full spectrum of missing historic sites includes 
entire vessels that have been documented as lost near Isle Royale, as well  as 
sections of the known vessels we have mapped (see Table 8.1). 

Certainly many submerged areas associated wi th  historic fishing, mining, and resort 
activity on land have not yet been located or  even looked for. The prehistory of the 
archipelago is also a book that is yet t o  be written, and much of the residues of 
behavioral patterns preceding European contact wi l l  eventually be found underwater. 

We can anticipate that i n  future years the remains of several ships wil l  be 
discovered, either through a systematic survey by the Park Service or through the 
efforts of  sport divers. A l isting of potential sites is presented in this chapter, but 
a t  the writ ing of this report they only exist in the realm of  the historicat record. If 
and when their existence is confirmed, some of them wil l  be important sites for  
archeological documentation. Perhaps none of the possibilities is more compelling 
to  the maritime archeologist than finding MADELINE, or some other vessel t ied to  
the early fur  trade era. Mansfield (1899) lists a number of wooden vessels 
employed by Northwest Fur Company in the area during the later Eighteenth and 
early Nineteenth Centuries. The loss of one or more of these craft in their travel 
between Fort William and Sault Ste. Marie is possible. American Fur Company papers 
refer t o  the  loss of  MADELINE at Isle Royale in 1839. 

Some other possibilities are particularly provocative because of the  significance of 
the vessels; e.g., the schooner COMRADE, which vanished in 1890, possibly in the 
vicinity of Isle Royale. Certainly PRINDOC, if found, would be of value as an object 
of study and Park interpretation. 

Research results for  this report also indicate that significant portions of some of the 
major shipwrecks documented in this study have not been located in the main 
wreckage fields. Eventually, someone will f ind more of the bows of  MONARCH and 
CUMBERLAND. Significant superstructure f rom a majority of the wrecks a t  Isle 
Royale is also still missing. The ALGOMA bow, although still elusive, may not prove 
t o  be the spectacular discovery that: has long been anticipated. Analysis of the 
material record and a rereading of the historical record suggests that the bow may 
not be the dramatic intact two-thirds of the ship as popular lore would have it, but 
may actually be broken up in an area south and west of the stern wreckage field. 

Other possibilities become compelling just because of the comparative ease of 
confirmation, should a moderate amount of t ime and effort be expended. The 
location of GEORGE HAND is  so clearly indicated that the high probability areas 
could be examined by a research team in one or t w o  days. Enough incidents have 
occurred in Washington Harbor that it would be well wor th the effort t o  make one 
side-scan sonar pass through the harbor t o  Windigo and back out on the other side 
of the channel. Any historic shipwreck remains of even moderate s i re would 
probably be located with this technology, given the size and bottom configuration of 
the channel. 

The reports by Milford Johnson, Sr.  of torn and rust-stained nets being removed 
from some obstacle in approximately 200 feet of  water off Captain Kidd Island 
definitely bear fol low-up investigation through remote sensing or divers. If there i s  
something one learns f rom long association wi th underwater archeological finds, it 
is not to  discount the observations of local fishermen. A torn net is no small 
concern for a man w h o  makes his living f rom fishing, and their observations about 
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where such happenings occur are seldom based ori idle faricy. Rowtirie aerial 
flyovers by Park slaff  should also prove rcvealing, if the pcissitiili-ty 0.f new wreck 
discoveries is always kep t  i t i  mind. 

The l isi  of "possibles" is extensive, as  Table 8.1 illustrates. The question of how Po 
approach estab[ishirry rnanayerneti~t con.Lrol over these sites is a dynarnic orie; t h e  
conditioning factors change over .time. The oprions include conduclirry full scale 
in-ho 11 se survev s, pa r tia I in -hous e s urvey s, co n.I:rac t  ing o u.L s 11 c h a c t  ivi tic? s, 
encouraging discovery by sport divers, arid on the other end of t h e  scale, tieirig 
totallv restrictive about further new site discovery aclivi-ties. '['he answer is riot ari 
easy orie and depends largely on the nature of the rcIa.tiorrsIii[) t t i a i  exists be-tween 
the Park arid the diving cornrnuni'i-y. The .CirraI dcciding fac:L't)r shou ld  always b e  
"what is iri i t i e  best interest 0.f [he rasoirrce and its lorig--.terrui errjovrrietit," wi th a l l  
managerrieril decisiorrs predicated ori i t re ariswer l o  (ha1 question. 

Perhaps the best strategy .to adopt toward t h e  diviriy coiriinuiriLy a 1  l h e  wrilirrg of 
this report is ari open one, arid one t h a t  de-ernpfiasizes addiliurral ef for ts try 
professionals, except in t h o s e  cases where truly cost-.erfet:tive "windows of 
o ppor iurI  i tv'' presen'I: t i  e rri s eIv e s. Visit ir iy d ive rs s11o uId 1)t? e t i  (: (1c I  riig ed to  c or it ir i  11 e 
enjoying i t ie wrecks in a sale manner, a r l d  those who havi! t:t)risistentIy 
d erno ii s t rai ed a I:o n s ervat iu r I  e t  k i  ic a ii(1 corrirr i iifr t e r1.t t c) i1I o i n  a nCI g e in e rit p hi I os o r-,hy 
of the Park over the years should be ertcouraged to  contitiue looki l ig for  new sites. 
Such discovery activity, however, C;IUSOS ce r ia i r i  risks l o  .the resotirce; inevitably a 
"fourid" shipwreck i s  more subject to irripacl than one whose localiorr is still a 
mvstery. Wheri something riew is fouiid, it should be rnadc clear tha l  the f irst .to be 
notified is the Park rnarragernerit, a n d  airy indications tha t  this t rust  has been 
violated s h r i u l t l  be deall  wit t i  -Tirrnly. Divers should be enc:ouraged to  condirci their 
searchirig activities through ii Park s-taff  desigrial-c of the Superintendent. Allhocrgh 
it is sorrietimes a di l f tcult  regulaliori l o  eirtorce, divers should b e  reminded that 
engaging in scarcti for  aiiiiqtrities on federal la r id  wi thout a permi t  is a violation of 
federal law. Towing rerno.twsensirig instrumeriis behind a boat could reasonahlv be 
curistrued as  engaging in such activity. tj: Llic searchirig is being done w i l h  good 
intentions, why not do il apetilv and under pcrrr i i t l  If necessary, i t  slioutd be rioted 
that 36 CFR, Parr 2, Section 2 . l  (7) specifically prohibits "possessing or using a 
mineral or metal de-tector, rnagrictorne-tcr, s ide-scan sonar, oPher metal delecl ing 
device, or subtrottorn profiler" in naliurwl parks, except during olficially authorized 
aciivities. 

Evoii after al l  these caveats, the firial ret:ori~ineridatiori would b e  .to "go for  i.1" in 
partnership with the sport diving cornrriunity. The discovery c i f  riew stiipwrcck si-tes 
by tlir! Park, or persons or groups working with -the Park, i s  probably in the b e s l  
iriterest ol' the resource base, because i t  increases the l ikelihood Ihal  newly 
discovered sites wilt be brougI-rL under rniiriagernetit curltrol t~e fo rethey c a n  be 
severely vandalized. The key lo (his approach is to  allow 'the .ltrrill of discovery t)y 
well-meariing air iatei irs who arc doing so i n  a tramework permitt ing .Lhe ageticy to 
exorcise management conlrol  and stewardship of a site once it is discovered. 
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