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ABSTRACT

This thesis cxamines the politics and economics of twentieth century marine losses
in the St. Clair River, beginning at a time when such losses were commonplace, and
ending with the virtual elimination of such accidents due to the establishment of aids 1o
navigation, the reduction of natural dangers through dredging of the river, advances in

electronic technologies, and a dramatic reduction in shipping traffic.

Vital to Great Lakes commerctal shipping, the 36-mile-long, narrow bottleneck of
the St. Clair River, which forms part of the international boundary between Canada and the
United States close to the epicentre of the Great Lakes waterway system, has played a
major role in twentieth century marine history. A necessary, natural link between the three
northwestern and the two southeastern Great Lakes, the St. Clair River has long been the
scourge of vessel owners and ships' captains; skilled, experienced navigators have dreaded
passing through these fast-flowing waters since the time that LaSalle's Griffon first sailed

upbound here in 1679.

Following a description of the geographic fecatures of this river, a chapter outlines
the progressive developments in the establishment of the international boundary through,
and the navigation status of, the St. Clair River. An overview of the cconomic importance

of this river to the resident population in terms of shipbuilding history is given.

The specific and significant arcas of dredging in the river to an cver-increasing
depth for the accommodation of expanding vessel dimensions and capacities are reviewed

in their historic context.

The economic reality of shipwreck removal to maintain safe and open navigation is
analyzed from the point of view of marine insurance and the evolution of the salvage laws;

frequently, government agencies lacked co-operation from a wrecked vessel's owner or the

iv
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insurance underwriter. The internationality of the St. Clair River, on occasion, complicated

the realization of a swift remedy.

For a varicty of rcasons (collisions, burnings, founderings, abandonments), over
100 vessels sank in the St. Clair River in this century alone. An overall survey of the
commercial shipping losses on the St. Clair River between 1900 and 1972 is made, while

four of the more significant losses involve detailed description and analysis.

Many aspects of St. Clair River marine losses are studied, with particular attention

paid to the changes witnessed from the beginning to the ending of the twentieth century.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



ACKNOWLEDGEMENTS

The author sincerely acknowledges that any history research project is never the
product of individual effort. Thanks arc extended to these individuals, from various
institutions, who gave freely of their knowledge, time, and cfforts to help place together the

numerous and varied pieces of the Great Lakes maritime history jigsaw puzzle:

Dr. Larry Kulisek of the University of Windsor's History Department, whose

continued assistance, direction, and knowledge were invaluable to this project.

The personnel, particularly Robert Graham and Jay Martin, at the Institute for Great
Lakes Research, Bowling Green State University, Ohio, a priceless repository of Great

Lakes maritime history information.

The personnel at various public libraries along the St. Clair River, particularly at the
Sarnia (Ontario) Public Library, the St. Clair County Public Library in Port Huron,
Michigan, the Marine City (Michigan) Public Library, the Wallaceburg (Ontario) Public
Library, the Clay Township Public Library in Algonac, Michigan, the University of
Windsor (Ontario) Law Library, the Burton Collection at the Detroit (Michigan) Public

Library, and the Chatham (Ontario) Public Library.

The personnel who helped me through the vast maze of the Public Archives of

Canada in Ottawa.

The personnel who assisted me through the equally vast maze of the (U.S.)

National Archives, Great Lakes Region, Chicago, Illinois.

Ken Vrana, of Michigan Sea Grant Extension, Lansing, Michigan, for sharing his

vast collection of information on the evolution of maritime salvage law.

vi

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



Paul Woehrman, curator of the Marine Historical Collection, Milwaukee Public
Library, for making availablc to me the huge collection of Great Lakes information and

photographs.

The personnel at the Great Lakes Historical Society and Museum, Vermilion, Ohio,

for assisting me through their vast holdings on Great Lakes maritime history.

Ken McPherson, formerly with the Photo Department, Province of Ontario

Archives, Toronto, Ontario, now retired.

The late Frank Crevier of Algonac, Michigan, for accompanying me through the
files and photographs in the collection of the Muscum of Arts and History, Port Huron,
Michigan, and for sharing his recollections of, and personal experiences with, some of the

St. Clair River shipping disasters.

Bill Patterson, of Marysville, Michigan, and Fred Dufty, of Mt. Clemens,
Michigan, for sharing historical, geographical, descriptive, and informal information about

the shipwrecks in the St. Clair River.

Ralph Polovich, retired professional photographer, formerly with tiie Port Huron
Times Herald, Port Huron, Michigan, for his photographs.
Jounna Maxwell, the librarian at the Port Huron Times Herald newspaper, for

allowing me access to that organization's file folders on St. Clair River topics.

Carroll Brown, Fran Schilling, and John "Dick" Beauchamp of the Pride and
Heritage Muscum in Marine City, Michigan, for making available their largely unsorted

Marine City newspaper files.

Al Maan, al longtime chronicler of local Wallaceburg, Ontario, history, for

information and photographs froti: the Mann Historical Files.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



C. Patrick Labadie, curator of the Canal Park Muscum and Archives in Duluth,
Minnesota, for making available the files and photographs in his Corps of Engineers

collection.

Michael J. Perrini, Chicf, Public Affairs, Department of the Army, Detroit District,

Corps of Engineers.

Phillip Tinney, Dircctor, Information Services, United States Department of State,

Washington, D.C.

Peter Carr, of Bucksport, Mainc, for sharing his grandfather's recollections and

photographs of life, including shipwrecks, on the St. Clair River carly in this century.

Kathryn Schwenger, curator of the Chatham-Kent Historical Muscum, Chathitm,
Ontario, the personnel at the Moore Museum in Mooretowr:. Ontario, and the personnel at

the Marysville (Michigan) Museum.

Brian Williams, aviation and sky-diving instructor from Chatham, Ontario, for

flying me up and down the St. Clair River so I could take photographs.

Lastly, I pay special tribute to my patient proofreader and understanding raison

d'étre, Julie Carl.

viii

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



LIST OF MAPS AND ILLUSTRATIONS

Map of the St. Clair River, in rclationship to Lake St. Clair and the Detroit River......... 2
Maps of the St. Clair River: Port Huron to St. Clair, St. Clair to Algonac.................. 4
Map of the St. Clair River: The St. Clair Flats....cccooceivinniinnniniiniiiniinneinen 5
Maup of the St. Clair River: Head of the St. Clair River......coccovviiinivinnnnnnnnni. 22
Maps of the St. Clair River: Details of Dredging Done in 1903-1904 ...................... 56
Map of the St. Clair River: Position of the Steamer, Jolief..............c.cooviiiiinininin. 100
Map of the St. Clair River: Location of Joliet and Buoys, plus East Bank............... 103
Illustration: The Reid Wrecking Company tender to salvage the Joliet ................... [13
Map of the St. Clair River: Position of the Wreck of the Walter R. Pringle.............. 138
Maps: Detroil newspapers, showing the collision site of the Wallschiff.................. 151
[lustration: Port Huron Times Herald headline, Wallschiff sinking..................... 153
Maps of the St. Clair River: showing the collision site of the Sidney E. Smith, Jr. ....158
[lustration: Artist's conception of the collision between the Evans and the Smith...... 159
Ilustration: Port Huron Times Herald headline page of the Smith sinking............... 160
Nlustrations: Drawings showing the position of the sunken Smith in the river.......... 161
ix

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



LIST OF PHOTOGRAPHS

Aerial Views: the Bluewater Bridge arca of the St. Clair RIVEr...oovvivieeieeieieeninens 207
Aerial Views: Stag Island and Fawn Island, St. Clair River.......oooeeviiicvvnininnnn. 208
Aerial View of the Chenal Ecarté. Archival view of the stcamer, Joliet..ounnnean... 200
The steamer, Jolier: stern view and closc-up ol bridge .........oevvvivniiiviiiiiiiieinnnns 210
The steamer, Joliet: underway, and SUNK......ooovvveeeiiereeeisirieeeeeeeeineeeeeveseesieees 211
The steamer, Walter R. Pringle (Superior), 1890 and 1918 ...oovvvvieiiieeineenne. 212
Two views of the Walter R. Pringle wreck, St. Clair River, 1920....ivvivieennn 213
Two views of the Walter R. Pringle wreck, plus dredge, St. Clair River, 1920........ 214
The German freighter, Wallschiff, sunk, and refloated, in the St. Clair River, 1953...215
The old freighter, Sydney E. Smith, Jr., underway .............cooivenviivininnineeanns 216
The sunken Sydney E. Smith, Jr., St. Clair River, June, 1972.........cooviiviieeinnee. 217
The sunken Sydney E. Smith, Jr., St. Clair River, June, 1972.........coviivinnnnnee. 218
The sunken Sydney E. Smith, Jr., St. Clair River, Junc, 1972.......coiiiiiiiiininnes 219
The sunken Sydney E. Smith, Jr., St. Clair River, salvage work .....coooooiieninn. 220
The sunken Sydney E. Smith, Jr., St. Clair River, salvage work .........cocoovveneenee. 221
The sunken schooner, Fontana, the sunken steamer, Glidden. St. Clair River.......... 222
The sunken ferry, Hiawatha; the sunken (reighter, City of Genoa. St. Clair River..... 223
The grounded whaleback steamer, Atikokan, at Marine City, Michigan, 1913.......... 224
The freighter, William H. Wolf, at its launching, and destroyed in the river, 1921.....225
The ferry, Omar D. Conger, underway, and destroyed by an explosion,1922.......... 226
The steamer, United States, underway, and sunk, St. Clair River, 1927 ................ 227
The wreck of the steamer, Sachem, in the St. Clair River, 1928; two views............ 228
The tug, Monarch, and her fatal tow, the hulk steamer, C. F. Bielman .................. 229
Aerial views of salvage work being done on the freighter, A. M. Byers, 1956......... 230
The wreck of the Emsstein, 1966, and the sunken Sylvania, 1967 ..........c.cocveen. 231
X

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



INTRODUCTION

Shipwrecks and marine disasters project some of the most dramatic, colourful,
exciting aspects of nautical life; their unique element of mystery reflect man's struggle for
survival, demanding his utmost skill, his maximum strength, his superior ingenuity, not to

mention, much of the time, his blind luck.

Vital to Great Lakes commercial shipping, the 36-mile-long, narrow bottleneck of
the St. Clair River, which lorms part of the international boundary between Canada and the
United States close to the epicentre of the Great Lakes waterway system, has played a
major role in twentieth century marine history. A necessary, natural link between the three
western and the iwo eastern Great Lakes, the St. Clair River has long been the scourge of
vessel owners and ships' captains; haunted navigators have dreaded passing through these

fast-flowing waters since the time of LaSalle's Griffon in 1679.

The turn of the last century showed remarkable changes in the face of commercial
shipping on not just the St. Clair River, but the entire Great Lakes system. For example, in
the ycar 1897, there were 993 U. S. commercial sailing vessels comprising a total of
334,104 tons registered on the Great Lakes; a scant ten years later saw their number more
than halved to 466, totalling 256,104 tons.! This is reflective of the demise of small,
independently-owned sail-powered vessels as they were rebuilt as, or replaced by, larger
tonnage ships. Small cargoes no longer made enough money to remain competitive in an

increasingly profit-minded world. It was the beginning of the age of enormous, maximum-

"Herbert C. Sadler. "Some Points in Connection with Shipbuilding on the Great Lakes, U.S.A." Read at
the Spring Meetings of the Fifticth Session of the Institution of Naval Architects, April 2, 1909,
London: Institution of Naval Architects, 1909, 3.

Xi
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dollar cargoes, where the regular sailing vessels that found their place-in the last century

proved ineffectual in competition with the newer, larger schooners.

However, the obvious change in Great Lakes commercial shipping involved steam-
powered ships. In 1897, 1,775 commercial stcamships of United States registry plied the
Great Lakes waters, displacing 997,235 tons; by 1907, their numbers had increased
insignificantly to 1,873, but their tonnage had boomed to 2,044,553, indicating an
influential increase in size per vessel. In 1897, the total number of commercial vesscls
registered at United States Great Lakes ports was 2,768, with a total displacement ol
1,311,339 tons; by 1907, the total number of ships had actually decreased to 2,339, but
their tonnage had increased significantly to 2,300,657.2 The age of the super-cargo-carricr

was here.

The late 1800's witnessed numerous changes to the geography of the river and its
delta, known as the St. Clair Flats, due to dredging. As commercial vessels became
mammoth in size in the early twentieth century (the turn of the century showed an increase
in maximum vessel length from 400 feet to 600 feet)3, deeper dredging became necessary.
In some locations, altering the shape or flow of the river was vicwed as the only viable
alternative. One chapter of this thesis relates information on the dredging of the St. Clair

River over the years, well into the twentieth century.

However, until this human labour (not oniy the dredging, but also the installation of
safety factors such as lights, buoys, rangemarks, etc.) was completed, numerous shipping
accidents continued to plague this passageway. The chapler on dredging in the St. Clair
River will also cover the gradual installation of aids to navigation along the St. Clair River,

and why some of them were more vital than others.

21bid.
31bid.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



Frequently, the removal of a shipwreck to ensure continued safe navigation for
other vessels was a matter not easily rectified. Government agencies did not always have
the wholehearted assistance of the wrecked vessel's owner, or the insurance underwriter,
in solving the dilemma. The situation of, for example, an American-owned vessel sinking
(by whatever means) in Canadian waters, or vice versa, was sometimes politically
complicated, as a lack of co-operation between competing commercial and political factions

{orced occasional stalemates and heated debate,

Salvage laws, complicated by the internationality of the St. Clair River, are studied
in relation to specilic shipping losses. Conflicts at the diplomatic level involving specific

marine losses are also analyzed.

The financial losses to commercial shipping, marine insurance company
regulations, the underwriters' rates, and the gradual decline of commercial shipping losses

in the St. Clair River are also examined.

For a variety of reasons (collisions, burnings, explosions), over 100 commercial
vessels, both sail and steam powered, sank in the St. Clair River in this century. An overall
review of all the commercial shipping losses on the St. Clair River between the years 1900

and 1980 is madc; four of the more significant or dramatic losses involve detailed analysis.

xiii
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CHAPTER 1

Geographic Features of the St. Clair River

The 36-mile-long (58-kilometre-long) St. Clair River is the connecting waterway
between huge Lake Huron and the minute, by comparison, Lake St. Clair, and the river is
the only natural outlet for the waters of the upper Great Lakes, namely Lake Superior, Lake

Michigan, and Lake Huron.

Geographically, the St. Clair River can be divided into two parts, cach with its
distinctive characteristics: the upper, or normal, channel, and the lower, or delia, section.
The upper part of the river, characterized by a single channel, runs a distance of about 27
miles (43 kilometres) from the southern portion of Lake Huron almost duc south to the
head of the Chenal Ecarte (the "Snye Channel," as the name has become bastardized
locally). This portion of the river varies in width from about 1,000 to 4,000 feet,! although
the narrowest section, right at the Bluewater Bridge, is a mere 920 fcel wide. The river
depth ranges from knee-deep near the shoreline to a deep basin which sinks to a depth of
85 feet near the Bluewater Bridge (although the average depth runs between 25 and 55
feet.) Because the St. Clair River at the Bluewater Bridge is at both its deepest and
narrowest, the water issuing from Lake Huron is at its greatest velocity. In fact, the depth
of the St. Clair River has a definite relationship to its velocitics; in general terms, the deeper

the river, the faster the current. There exists a similar relationship of width to depth; the

IRobert L. McNamee. The Surface Waters of Michigan. (Ann Arbor: University of Michigan, 1930): 76.
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wider the river, the shallower the depth. The current in the St. Clair River is, where it

enters Lake St. Clair, approximately half of what it is where the river enters Lake Huron.2

Average water velocity in the St. Clair River ranges from about {ive miles (cight
kilometres) per hour at Port Huron and Sarnia, to as low as one and a half miles (two and a
half kilometres) per hour in the lower channels. Where Lake Huron attempts to cram itscll
into the narrow confines of the St. Clair River at Port Huron, the spced of the river is at its
fastest, with eddying currents that bear to the cast. The current during normal river flow in
the one-half mile between Fort Gratiot (northern Port Huron) and the Bluewater Bridge
spanning the St. Clair River is a rushing 4.5 miles per hour, while from the Port Huron
Coal Dock downriver to the Stag Island Upper Light, a distance of about four miles, it
diminishes by about half to 2.3 miles per hour, and considerably further downstream,
between the Harsens Island Front Range and the Walpole Island Upper Light, it mellows to
a comparatively soothing 1.5 miles per hour.3 The ever-changing currents are generally
strongest in the middle of the river, being about one-and-a-half times the average velocity.4
Currents will also be stronger when there is a north wind. Heavy precipitation upon the
local drainage area, which consists primarily of farmlands, washes noticcable quantitics of

clay silt into the river, which impart to it a high turbidity and a dark colour.

There are two distinct islands located in this upper scction, namely Stag Island
opposite the town of Corunna, Ontario, and Fawn Island (also called by its earlier name,

Woodtick Island), just downstream from Sombra, Ontario. Both islands sit on the

2Sailing Directions, Great Lakes, Vol. I. (Ottawa: Department of Fisherics and Oceans, 1979): 383,

3Captain T. Edward O'Leary. An untitled booklet which serves "as a speedometer for any ship passing up or
down the Detroit River, St. Clair River, and St. Mary's River." (Printed in the U.S.A., 1953): 2.

4Waterway Guide, Great Lakes Edition. Volume 38, Number 4. (New York: Boating Industry Magazine,
1985): 173.
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Canadian side of the international border which runs approximately up the centre of the

river.

The lower scction of the river, about nine miles (14 kilometres) in length as the
crow {lies, divides into seven main, meandering channels and a multitude of islands that
form the delta portion of this waterway, known as the St. Clair Flats, which occupies the
circular space roughly between the head of the Chenal Ecarte and the main basin of Lake
St. Clair proper. The South Channel, about 13 miles (21 kilometres) in total length as it
winds its way to Lake St. Clair, is used by deep-draft and commercial vessels. Prior to
reaching the lake, this natural channel connects with a dredged channel which runs in a
straight linc through the southern St. Clair Flats area and connects seamlessly with the
similarly dredged channel across Lake St. Clair. The discharge of the St. Clair River is
enormous; during the 72 year period from 1900 to 1971, it averaged 178,000 cubic feet per

second.®

There is a 5.1 foot difference in elevations between Lake Huron and Lake St.
Clair;% the St. Clair River drops an average of one foot every seven miles, not enough to

warrant the construction of locks to assist in upstream navigation,

The annual water level fluctuations of the St. Clair River are dependent upon the
scasonal level variations of Lake Huron, but the average rise and fall is about one foot.

Occasionally, rapid fluctuations of two feet are caused by high winds.

For mariners, it is important to know that for almost the St. Clair River's entire
length, the upstream channel is on the Canadian side of the river, with the downstream

traffic channel being on the American, or United States, side. At Stag and Fawn Islands in

SGrear Lakes Pilor, 1973. (Detroit: Department of Commerce, National Oceanic and Atmospheric
Administration, 1973): 298.

S1bid,, 297.
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the upper portion of the river, these traffic channels were once split by the islands; today,
all commercial shipping traffic in both directions passes to the west of these islands. The
cast channels, formerly for upbound traffic, are no longer maintained at Stag and Fawn
Islands. The movements of sediments down the St. Clair River produced islands and
shoals in the river which, in turn, determined the upbound and downbound navigation

channels.

Sediment movement is basically responsible for the fornwtion of the narrow mouth

of the St. Clair River:

..The Canadian shore of lower Lake Huron fmces west and
northwest, and reccives the full force of the heaviest storms
causing erosion of the lake shore and producing loose gravels
and sand that are deposited on the spit at the head of the St
Clair River. The spit is a southward pointing featurc one and
one-half miles leng on the Canadian side of (he river. As the
gravels are rolled into the opening of the St. Clair River, the
strong currents carry away the finer particles and deposit only
the coarser material, adding layer after layer of coarse gravel to
the westward side of the spit. Thus, the spit has crowded the
river toward the western bank and has made it narrow. It is this
crowding and narrowing that causes the rapids at the head of the
river...The west bank of the river and the rapids have no
protection against the swift current and are croded away as fast
as the gravels on the cast side press westward. Thus, at Port
Huron, the river has eroded into the shore westward about one
mile from its initial position. All fine sediments resulting from
the crosion of lower Lake Huron are carried down the river and
built into the new portion of the St. Clair delts on the American
side of the international boundary.”

Although not cursed with extremely severe winters, the St. Clair River does, on
occasion, jam with huge volumes of ice moving downstreum from Lake Huron.

Temperatures are low enough to freeze together these ice [Tocs, and, although the current's

7Andrew D. Perejda. “The St. Clair River - A Study in Political Geography." (Ph.D. dissertation:
University of Michigan, 1950): 27-28.
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velocity is sufficient to carry thern downriver, the narrowness of the channel at various
points impedes their passage southward. Although ice impediment varies with each river
section, the average opening date for the navigation season is April 1, while the average

closing datc is December 10.8

Except for the citics of Port Huron, Michigan, (1976 population, 33,981), formerly
named Desmond, with the Black River flowing through it and joining the St. Clair in mid-
city, and Sarnia, Ontario, (1976 population, 55,576)° at the northern end of the river, there
arc no large ports along its course. Downbound along the Canadian shore are the
communities of Corunna (1976 population, 3,723), which is just east of Stag Island,
Moorctown (1976 population, 250), situated about 1.5 miles above Courtright (1976
population, 778), which is opposite St. Clair, Michigan, Sombra (1976 population, 439),
the site of a government wharf and an automobile ferry running across the river to Marine
City, Michigan, and Port Lambton (1976 population, 716), situated on the St. Clair River
about one mile above Chenal Ecarté. Wallaceburg (1976 population, 11,132) is technically
not on the St. Clair River, but rather on the Sydenham River which flows into the Chenal
Ecarté, a branch of the St. Clair. An industrial town, Wallaceburg has long played host to
shipping, made conducive by the almost constant 200-foot width of the Sydenham River

{rom the Chenal Ecarté.

Along the United States shoreline south of Port Huron are several communities of
varying sizes. Marysville (1976 population, 7,345) is located just south of Port Huron, and
opposite and slightly northward of Stag Island in the St. Clair River. St. Clair (1976
population, 4,780), formerly named Palmer, is opposite Courtright, Ontario, and is

considerably larger than the latter place. The Pine River flows through St. Clair,

8Great Lakes Pilos, 1973, op. cit., 385-394. All community populations were taken from this source.
O1bid., 300.
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maintaining a respectable width of 100 to 150 feet within the community; this waterway
had practical uses during St. Clair's heyday of commercial shipbuilding, as all of the
vessels were launched along the Pine River shores. Marine City (1976 population, 4,4 14),
f...merly named Newport, lies upstream from, and opposite, Fawn Island. The Belle River
flowing through Marinc City has contributed to the community's heavy involvement in
shipbuilding, particularly in the nineteenth century. Algonac (1976 population, 4,412),
located at the head of the St. Clair River's North Channel at the northern end of the St.
Clair Flats, is a village and summer resort opposite Russcll Island; automobile ferries run to

Harsen's Island, Michigan, and to Walpole Island, Ontario.

The passage along the steep, clay banks of the St. Clair River resembles cruising
through a pastoral scene, with flat meadowlands stretching on both sides, interrupted only
by the occasional small community. This tranquil scene is shattered at the northern,
"Chemical Valley" portion of an otherwise idyllic walerway: this arca represents the
greatest concentration of industrial development along the river, where factorics such as

petroleum refineries stand as questionable symbols of progress.

Evidence of the river's busy, commercial nature at Sarnia is witnessed by the
number and sizes of wharves jutting into the St. Clair River: Shell Canada, Lid., operates a
1,500-foot-long wharf, Belton Lumber Company, a 1,000-footer, and the government
north slip is 1,700 feet in length, while the Canadian National Railways dock is 1,100 fect

long. Twelve more commercial docks range in length from 300 to 900 feet. ¥

The St. Clair River is one of the busiest waterways of the world. Upbound, it lcads
to the ore mines and grain fields of the west and northwest; downbound, its waters connect
with routes to the Atlantic Ocean, making the multi-national shipping population

understandable. Smaller overseas vessels that could navigate through the limitations of the

10Sqiting Directions, Great Lakes, Vol. 1, op. cit., 395.
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St. Lawrence waterway and the Welland Canal prior to their enlargements enjoyed Great
Lakes trade since the previous century; however, the internationalism of the lakes did not
develop noticably until the late 1950's with the opening of the St. Lawrence deep water
scaway project. To this day, however, the predominant vessel nationalities are Canadian

and American.

The St. Clair River is a very small geographic area in light of the enormous amount
of commercial shipping traffic plying its waters. Historically, it has been in this position for
a long time. In 1899, for example, over 36,000,000 tons of freight passed through the
river on commercial vessels, an impressive volume when viewed in isolation, made more
astonishing in comparison. The total tonnage of all the seaports in the United States in that
same year was only 26,000,000, while the combined arrivals and clearances, both
domestic and foreign, in London and Liverpool, England, totalled only 33,000,000 tons
that year.!! This river has clearly earned its reputation for being one of the world's busiest

walcrways.

tC. M. Burton. Historical Paper delivered before the Society of Colonial Wars of the State of Michigan,
January 26, 1902. (Detroit: Winn & Hammond, 1903): 17,
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CHAPTER 1I

International Boundary and Navigation Status
of the St. Clair River

There is a need to establish the international boundary aspects of the St. Clair River
in any writing which intends to discuss potential political complications of two countrics
sharing one long, narrow body of water, the transient shipping population of which is
disproportionately high. The Canadian-United States border compriscs a total of 4,001
miles (or 6,440 kilometres), but the St. Clair River portion of that border, which is & small

segment only about 35 miles long, had difficulty being ascertained.

In 1755, John Mitchell (1690-1768) made the only map he is known to have
drawn, yet it has been called the most important map in North American history. An
American physician, chemist, biologist, and botanist of considerable note, Mitchell, at the
request of the Earl of Halifax in England, drew "A Map of the British and French
Dominions in North America with Roads, Distances, Limits and Extents of the
Settlements,” 21 editions of which were publishcd between 1755 and 1780. This map was
used by the Treaty of Paris negotiators in 1783 to help determine the boundaries of the
United States and British North America, it enormously influcnced subsequent
cartographers, and it continued to be used to sclttle territorial disputes into the twenticeth

century.!2

12pierluigi Portinaro and Franco Knirsch. The Cartography of North America, 1500-1800, (New York:
Crescent Books, 1987): 316.
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However, John Mitchell's map of North America was inaccurate in many respects,
and Jed 1o at Jeast nine boundary problems.!3 One of these problems was the St. Clair

River arca.

The border, after crossing Lake St. Clair and following the South Channel of the
St. Clair Flats, enters the St. Clair River proper. From there, the international boundary in
the St. Clair River traverses "....the middle of the St. Clair, keeping to the west of and near
the islands called Belle Riviere Isle [Fawn, or Woodtick, Island] and Isle aux Cerfs [Stag

Island] to Lake Huron."14

The Preliminary Articles of Peace, signed in Paris on November 30, 1782,
provided the official beginnings of the international boundary in the St. Clair River. Article
2d describes the Great Lakes section of the United States--British North America border as
running "....into Lake Erie, through the middle of said Lake, until it arrives at the Water
Communication between that Lake and Lake Huron; thence along the middle of said water
communication into Lake i{uron...."!3 Except for minor changes in punctuation and
capitalization, this wording remained the same in the final Definitive Treaty of Peace signed
at Paris, September 3, 1783. Unfortunately, this terminology led to numerous
misunderstandings, mainly due to a lack of accurate knowledge of the geography in
question, i.c. the numerous islands in the St. Clair delta. Mitchell's 1755 map failed to
show the delta at the mouth of the St. Clair River at all, or any of the myriad of islands

located there. This map gave the St. Clair River a general width of from two to three miles,

13The Canadian Encyclopedia. Second Ed. (Edmonton: Hurtig Publishers, 1988): s.v. boundaries.

-

14Definition by the International Boundary Commission, U. S., Alaska, and Canada, U. S. Section,
Washington, D. C., Mr. Edgar A. Klapp, Secretary. Quoted in Andrew D. Perejda, op. cit., 5. Words
in parentheses are insertions by the author.

'SHunter Miller, ed. Treaties and Other International Acts of the United States of America. (Washington:
Government Printing Office, 1931): Vol. 2, 97.
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containing many islands, and having a total length of only 20 miles. It was incvitable that

these deficiencies would necessitate later changes in the treaty and boundary descriptions.

Provisions were made at the close of the War of 1812, in Article 6 of the Treaty of
Ghent, signed on December 24, 1814, for the appointment of Commissioners to determine
and report upon the truc intended course of the international boundary [rom the St.
Lawrence River through the Great Lakes and their interconnecting waterways. The
commissioners thus appointed made their conclusions on June 22, 1822; the description of

the course of the boundary through the St. Clair River was:

«.to Lake St. Clair: Thence through the middle of said lake
in a direction to enter that mouth or Channel of the river St.
Clair which is usually denominated the Old Ship Channel;
Thence along the middle of said Channel between Squirrel Island
on the south cast and Herson's {sic] Island on the north west, to
the upper end of the last mentioned island swhich is nearly
opposite to Point aux Chenes on the American Shore: Thence
along the middle of the river St. Clair keeping to the west of
and near the islands called Belle Riviere [Fawn or Woodtick Island]
and Isle aux Cerfs [Stag Island]'® to Lake Huron:....!7

Thus the boundary passing through the Great Lakes and interconnecting waterways
was a curving line based on points in the rivers and lakes which were equidistant from the
nearest points on opposite shores. Thus the boundary was entirely dependent upon the

meandering lines of the shores.

International law generally recognizes that a nation’s sovereignty includes an area of
water paralleling her coast, i.e. the United States, Canada, and Greal Britain observe a
width of three miles along their seashores (originally determined, it is said, by the range of

cannon fire, a measure which long ago ccased to keep up with technology). International

16Names in parentheses are the author's insertions.

17Miller, op. cir.,Vol. 3, 68.
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law accepts a nation firing upon a foreign ship which has entered her waters without

permission.

On the Great Lakes, whose waters are viewed as the territory of the United States
and Canada, regardless of the distance offshore to the middle of the lakes, no rule of
territorial walers is officially observed. Normally, a nation may exercise her sovereign
powers by defining the conditions under which vessels may enter her waters, but the
inlernational boundary has no impeding effect on free navigation of the Great Lakes.
Neither Canada nor the United States maintains warships on the Great Lakes, nor do they
police their waters Lo exclude ships of the other, with the exception of commercial fishing

vessels which operate under a mutually-legislated set of conditions.

Since the War of 1812, the United States and Canada have exemplified an exception
to the proven observation that enemies of war perpetuate their differences; naval
disarmament on the Great Lakes seems to have deterred the waging of war. Both Great
Britain and the United States agreed in 1817 that the naval strength of each country should
be limited to "onc vessel not exceeding one hundred tons burthen and armed with one
cighteen-pound cannon” on Lake Ontario, plus two similarly limited vessels from each
country on the upper lakes,!® mere symbols of token strength actually representing lasting

peace.

While navigating a vital border river like the St. Clair, a commercial vessel finds
itsell onc moment in the waters of one country, and the next, in waters of the other. For

navigation purposes, the boundary line has been virtually removed.

The Treaty of 1842 made a broad provision for Great Lakes navigation in areas

where boundary lines meandered:

I8Note from His Majesty's Minister at Washington to the United States Secretary of State, April 28, 1817.
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The Channels of the River St. Lawrence on both sides of the
Long Sault Islands and of Barnhart lsland, the channcls in the
River Detroit, on both sides of Island Bois Blane, and between
that istand and both Canadian and American shores, and all the
several channcls and passages between the various islands lying
near the junction of the River St. Clair with the lake of that
name, shall be cqually free and open to fhe ships. vessels, and
boats of both countrics.!?

The Treaty of 1872 dealt with, among other things, waters which lay exclusively
within the territory of one country. The United States gave Great Britain's (including
Canada's) ships the right to navigate Lake Michigan,?® while Great Britain gave the United
States ships the right to navigate the St. Lawrence River from the place "where it ceases to
form the boundary between the two countries, from, to and into the sca....,"2! meaning
unhampered passage for over a thousand miles castward {rom the Cornwall,
Ontario/Massena, New York border, past the major ports of Montreal and Quebec City, to
the Gulf of St. Lawrence. Concessions by one country to the other were instrumental for

establishing cooperative action in this evolutionary serics of navigation treatics.

In 1895, after consultation with ship operators and mariners in both countries,
Congress enacted legislation for distinct pilot and navigation rules applicd to Great Lakes
waters, somewhat different from the international rules of the road. Canada moved quickly
to adopt the same rules, and since that time, there have been no substantial changes to the
rules by either country without the approval and adoption of such changes by the other. In
the St. Clair River, for example, untii 1984, the speed limits for commercial vessels 65 feet
or more in overall length differed between upbound and downbound vessels, and in

different segments of the river (for example, between Fort Gratiot Light and Stag Island

19Treaty of 1842, Article VII,
20Treaty of 1872, Article XXVIIL
21Treaty of 1872, Article XXVI.
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Upper Junction Lighted Buoy, the downbound speed limit was twelve statute miles per
hour over the bottom, while upbound vessels in that same stretch of water were limited to
nine statute miles per hour over the bottom. The middle and lower sections of the St. Clair

River posted different limits.)22

On April 19, 1984, mutually-accepted amendments, effective April 30, 1984,
simplificd that scction of the Canada Shipping Act slightly: “...no ship of 20 metres or
more in length may proceed at a speed greater than 10.4 knots between Fort Gratiot and St.
Clair Flats Canal Light 2'...."23 This speed limit applies to downbound or upbound
vessels throughout the entire course of the St. Clair River. With the emphasis on safety,
this revised agreement also demands that "every ship shall maintain a continuous listening
watch on channel 11 between Lake Huron Cut Lighted Buoy 'l1" and Lake St. Clair
Light."24 (The governments of Canada and the United States have long allocated common

frequencies for ship-to-ship and ship-to-shore communication.} Similarly,

Every ship shall..make a traffic report to SARNIA
TRAFFIC on the channel on which it is required to maintain a
continuous listening watch, indicating its

(a) identity,
(b) location,
(c) intended course of action, and

(d) estimated time of arrival at the next location referred to
in column 1 of the schedute.2?

22Cunuda Shipping Act. Chapter 1469: "Regulations Respecting the Speed of Vessels on the Connecting
Waters of the Great Lakes from Lake Huron to Lake Erie." (Short title: “St. Clair and Detroit River
Vessel Speed Regulations”), (Ottawa: Queen's Printer for Canada, 1978): Section 3.

23Canada Shipping Act. Registration SOR/84-335. "Regulations Respecting Navigation Safety on the
Waters of the Great Lakes from Lake Huron to Lake Erie." (Short title: "St. Clair and Detroit River
Navigation Safety Regulations"). (Ottawa: Queen's Printer for Canada, 1984): Section 18.

24hid., Section 5.

25bid., Section 6.
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These traffic reports must be made four times by downbound vessels at specific

locations in the St. Clair River,26 and four times by upbound vessels.?7

General rules of navigation safety are outlined:

No person shall navigate or operate any ship in a manaer
that is dangerous to any person, that ship, or any other vessel,
having regard to all the circumstances, including the nature and
condition of the waters being navigated and the uwse that is or
might reasonably be expected to be made of those waters...

Every ship shall, by using navigation safety calls,
communicate its intentions to any other ship in the vicinity and
ensure that the movements of the ships are coordinated and there
is an agrcement between the ships before proceeding to overtake
or mecet it...

In the St. Clair River...,, no ship shall anchor in such a
manner that it may swing into the channel or across steering
courses.28

An important marine decision regarding the anchoring of vessels in navigable
waterways was made in 1883 due to an incident which occurred in the St. Clair River,
Because the court decision was so relevant to the navigation interests of the lakes, and
because it involved a feature not previously faced by the courts, the Great Lakes press gave

longer-than-usual accounts of the situation.

The schooner, Sunrise, upbound in the St. Clair River in tow of a tug on October
18, 1881, voluntarily came to anchor at ten o'clock in the morning ncar the upper end of
the Middle Ground, where the channel is about 700 feet wide, and substantially in the

middle of the channel. The vessels had opportunity to raise anchor throughout the day and

264pid., Schedule to Section 6, These locations are the Port Huron Traffic Lighted Buoy, the Salt Dock
Light, Grande Pointe Light “23", and the St. Clair Flats Canal Light “2".

271bid,, Schedule to Section 6. These locations are the Port Huron Traffic Lighted Buoy, Stag Istand Upper
Light, Grande Pointe Light "23", and the St. Clair Ftats Canal Light “2",

281pid., Sections 9, 15, and 16.
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that same evening, and head for less-travelled waters of anchorage, such as Sarnia Bay, the
docks at Port Huron, or the waters below the Middle Ground, where they would be safe

from descending vesscls. However, the Sunrise stayed in place.

The steambarge, Oscar Townsend, towing the schooner, Kelley, entered the St.
Clair River from Lake Huron at about 3:00 A.M., following the usual course for
downbound traffic. The full complement of officers and men on deck watching for lights
did not discover the light of the anchored Sunrise until the steamer was within 400 feet of
her. Immediately, the steambarge veered to starboard and passed clear, but her tow, by the
force of the river's current, swung in just enough to come in collision with the Sunrise and

inflict great damage. for which the Sunrise's owner sued.

Defendants set up that they had ample watch; that on
entering the river they were obliged to go by landmarks, and
that, owing to the rapid current of four or five miles an hour, a
stcambarge having a tow was obliged to determine upon and take
her course, and that after she had taken her course it was
difficult, if not impossible, to change it so as to avoid any
vessels or ohstacles which might suddenly appear; that this was
owing to the rapidity of the current and the speed which a
steambarge having a tow was obligated to keep up in order to
retain control, which two things together made it impossible for
a steam vessel to do what she could do in the open lake where
there was no current; that is, to check or stop. And that hence a
vessel lying in her way, unless seen at a very considerable
distance, could not he avoided, making it a case of exceptional
navigation to which tiic ordinary rules in relation to steam
vessels approaching sail vessels or vessels at anchor in the lake
or in still water would not apply. It was claimed that this light
on the anchored vessel was not seen until within four hundred
feet; that the light was dim, and that in crossing the river at this
point in the usual way the lights on the shore at Sarnia produce
a confusion of lights which makes it impossible or difficult to
distinguish a vessel's light from those on shore until very close,
and that in addition to this the background of land and of
structures at Sarnia makes it impossible in a dark night to
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distinguish the hulls or spars of vessels until very close
aboard.2?

The trial lasted nine days, in which time a very large number of the most
experiencea navigators on the lake testified on behalf of the respondents that a vessel
anchored in any part of that channel is in a highly dangerous position; that no vessel should
anchor in the channel except under the clearest necessity, and should then take the first
opportunity of getting a better place, or, by means of the aid of her helm, allow herself 1o
drift closer to shore so as to be substantially out of the channel. The need to keep regular
sea watch throughout the night, instead of a mere anchor watch, also surfaced; in short, the
need to be ready to execute any mancuver which would tend to avoid a collision or lessen

its consequences was stresserl.

Over two dozen similar court cases were cited as authority by the respondent's
counsel, all the while providing a banquet of entertainment and information for hungry

Great Lakes sail and steamboat men.

The court found in favour of the defence, holding (he libellant's vessel at [ault for
improper anchorage. Among the charges were that the Sunrise did not comply with rule 10,
R. S., sec. 4233, which required that all vessels when at anchor in roadsteads or fuir ways,
shall exhibit, where it can best be seen, a white light, so constructed as o show a clear,
uniform and unbroken light visible all around the horizon; that she did not display, as it
was her duty, a torch light when the lights of the Townsend and the Kelley were first made
as they approached her, to enable them to see her and avoid a collision; and that

immediately before the collision, she failed to change her position, as she might have done

29The Cleveland Herald, June 26, 1883.
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by putting her wheel to starboard instead of to port, and thereby cause her to swing out of

the way of the approaching vessels.30

Additional marine rules exist, such as those regulating the towing of ships:

A ship shall not overtake another ship...except a ship
enpaged in towing, in the ..St. Clair River between St. Clair
Flats Canal Light "2" and Russell Island Light '33"....

(1) A towing ship shall not drop or anchor its tow in such a
manner that they may swing into a channel or across steering
courses.

(2) A towing ship engaged in arranging its tow shall not
obstruct the navigation of other ships.3!

These regulations apply to all ships in the Canadian waters of the St. Clair River,

and to all Canadian ships in the United States' waters.32

Returning to the evolution of boundary and navigation agreements between the
United States and Canada, another treaty, concluded on April 11, 1908, stipulated in
Article 1V that the boundary through the Great Lakes region should be ascertained and

recstablished, with its course being marked

by buoys and monuments in the waterways and by permanent
range marks established on the adjacent shores or islands, and hy
such other boundary marks and at such points as in the
judgement of the Commissioners it is desirable that the
boundary should be marked; and the line of the boundary defined
and located as aforesaid shall be laid down by said
Commiissionets on accurate modern charts prepared or adopted by
them for that purpese, in quadruplicate sets, certified and signed
by the Commissioners, two duplicate originals of which shall be
filed by them with cach Government, and the Commissioners

Otbid.

3lCanada Shipping Act. Registration SOR/84-335. "Regulations Respecting Navigation Satety on the
Waters of the Great Lakes from Lake Huron to Lake Erie." Op. cit. Sections 11 and 19.

32bid., Section 3.
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shall also prepare in duplicate and file with each Government a
Jjoint report or reports describing in detail the course of said line
and the range marks and buoys marking it, and the character and
location of each boundary marker. The majority of the
Commissioners shall have power to render a decision??

This Treaty of 1908 established the boundary through the lakes and connecting
waterways in a scries of straight lines, clearly defined by courses and distances, {ollowing
the general course of the curving line which had designated the "middle” of the river. The
boundary, for example, of the St. Clair River {rom the Chenal Ecarté to the mouth of the

river, is defined in 23 straight line courses.

The Boundary Waters Treaty of 1909 provides, in part, that all waters through which the
international boundary passes, from shore to shore, including all bays, arms, and inlets,
and Lake Michigan, should be regarded as boundary waters,™ which “shall forever
continue free and open for the purposes of commerce (o the inhabitants and to the ships,
vessels, and boats of both countries equaily...."35 Each nation reserves the right to enact
laws within her own territory, conditional upon the laws being "not inconsistent with the
right of free navigation" and that they apply "equally and without discrimination (o the
inhabitants, ships, vessels, and boats of both countries."3¢ This (reaty protects cach
country's vessels in their domestic trade, i.e. neither the United States nor Canada allows
the ships of the other to engage in her coastwisc trade, viz. transporting passengers or

goods between her ports. For.example, an American vessel may not transport passengers

33william M. Malloy. Treaties, Conventions, International Acts, Protacols and Agreements between the
United States of America and Other Powers, 1776-1909. (Washington: U. S. Governiment Printing
Office, 1937): Vol. I: 822.

34Boundary Waters Treaty of 1909, Preliminary Article.
35Boundary Waters Treaty of 1909, Article 1.
37bid,
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between Sarnia and Goderich; nor may a Canadian ship carry coal from Cleveland to

Duluth.

However, the full significance of the rights sccured by the Boundary Waters Treity

of 1909 may be illustrated in the development of navigation projects:

..up to 1944, the United States had expended about
$24,000,000 in the lower Detroit River and...more than half the
expenditure was directed to projects in Cunadian waters.

No treaty or other formal agreement expressly authorizes
these improvements which the United States has made in
Canadian waters. The obvious explanation is that by the
Boundary Waters Treaty of 1909, the United States obtained
perpetual navigation rights for her ships and cilizens in
Canadian waters. Having those rights, the United States needed
no further guarantecs and it was entircly proper for the Congress
to authorize the improvements and make appropriations for their
construction and maintenance as though the improvements lay
wholly within our territorial waters.7

Finally, the Treaty of 1925, which was signed at Washington, D. C. on February
24, 1925, provided for the maintenance of the entire boundary between Canada and the

United States. Article IV empowers the Commissioners

to inspect the various sections of the houndary line hetween the
United States and the Dominion of Canada and between Alaska
and the Dominion of Canada at such times as they shall deem
necessary; to repair all damaged monuments and buoys; to
relocate and rebuild monuments which have been destroyed; to
keep the boundary vistas open; to move houndary monuments to
new sites and establish such additional monuments and buoys as
they shall deem desirable,3 8

37Gilbert R. Johnson. “United States-Canadian Treaties Affecting Great Lakes Commerce and Navigation.”
Inland Seas, Summer, 1948, Vol. 4, No. 2. (Cleveland: Great Lakes Historical Socicty): 115-116.

38Treaties, Conventions, International Acts, Protocols, and Agreements, between the United Siates of
America and Other Powers, 1923-1937. (Washington: U. S. Government Printing Office, Senate
Document No. 134, 75th Congress, 3rd Session, 1938): Vol. IV, 3992,
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That sume Article compelled the Commissioners to submit reports at least once each

calendar year to their respective governments,

containing a statement of the inspections made, the monuments
and buoys repaired, relocated, rebuilt, moved, and ecstablished,
and the milcage and location of vistas opened, and shall submit
with their reports, plats and tables certified and signed by the
Commissioners, giving the Jocations and geodetic positions of
all monuments moved and all additional monuments cstablished
within the yca¥, and such other information as may be necessary
to keep the boundary maps and records accurately revised,3?

There were several difficulties pertinent to the establishment of the St. Clair River
boundary, and there were, of necessity, revisions in the border from the time of the
Preliminary Articles of Peace in 1782 to the Treaty of 1925. These difficulties included the
lack of geographical knowledge of the waterways, particularly with reference to the islands
in the St. Clair River (keeping in mind that the 1755 Mitchell map lacked detail and was not
based on accurate surveys), a lack of guidelines for what constitutes and determines the
“middle" of the river, and the question of whether the international boundary should be
delincated in a series of straight lines from one buoy to the next or whether it should
conform to the outline of that river. By the time the Treaty of 1925 was signed, these

boundary problems were resolved.

Canada and the United States are both equally sovereign nations, and, as such,
cither country has the inherent power to require that ships of the other nation conform to
laws within her own waters. By the various navigation treaties, however, both countries
have relinquished a substantial measure of sovereignty, with each giving a voice and

lending an car to the other in matters that could legally be viewed as her own affairs.

1bid.
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CHAPTER III

Maritime and Shipbuilding History
of the St. Clair River

The largest vessel to travel the St. Clair River waters for centurics was the Indian
birchbark canoe, generally of such diminutive construction that it carricd only two or three
persons plus a small cargo. Its usefulness and practicality were accepted by the first French
and English explorers in the area, opening thesc hinterlands (o the expanding fur trade and

the religious conversion efforts of the missionaries.

French fur traders introduced a larger, heavier, more stable and more European
mode of water transportation, a boat called a "batteau," propelled by oars rather than

paddles, and capable of carrying greater loads.

Réné-Robert Cavelier, Sieur de la Salle, is generally credited with the construction
of the first heavy draft sailing vessel on the upper Great Lakes. Built at Niagara in carly
1679 and named the Griffon, (also spelled Griffin in fewer sources), this small trading
vessel carried a displacement of about 45 tons in a length of only about 40 feet, and left the
safety of its anchorage in eastern Lake Eric on the seventh of August that year with a crew
of about 34 on a fur-trading voyage to the far end of the Great Lakes in upper Lake

Michigan.40

Sources indicate that LaSalle named the St. Clair River. Others question this by

arguing that LaSalle left the Detroit River and entered a smal] lake, which, in honour of the

40George I. Quimby. "The Voyage of the Griffin: 1679." Michigan History, Vol. 49, No. 2, June, 1965;
97.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



26

saint's day of August 12, he named Lake Ste. Claire.4! No mention is made of the naming
of the river encountered after August 12, although descriptive accounts of the expedition's

upstream progress exist:

..As it was St. Claire's day, [Father Louis] Hennepin's
proposal that the name of the founder of his order he given to
this lake was carricd out, and it reccived its present name,

When the Griffon had crossed the lake, the men saw hefore
them wide marshes through which the swift-moving river had
many a winding channel. They had come to the St. Clair Flats, a
fan-shaped delta of seven channels, on which has been built
today a popular summer resort. They sct to work sounding one
passage after another, only to find them shallow and almost
barred with shoals. But at last they came upon an excellent
channel about a league broad, with no sands and a depth
cverywhere of from three to ecight fathoms of water through
which the vessel sailed casily toward Lake Huron. At the mouth
of the river, however, they were forced to drop anchor and remain
for several days. A north wind had been blowing, driving the
water of the three upper lakes into the strait. This had increased
so much the usual force of the current that it was as violent as
that of the Niagara, and entirely impassable for a vessel like the
Griffon. Even when the wind turned southerly, LaSalle could
make no headway against this current until he sent ashore a
dozen men who hauled and towed the vessel along the beach for
half an hour, dragging her out of the narrow mouth of the
channel into the wave-tossed waters of the lake. Once more, all
returned "“thanks to the Almighty for their happy navigation,"
and set sail on the 23d [sic] of August on Lake Huron.42

Incidentally, some modern historians claim that the St. Clair River was named in
the early 1800's in honour of General Arthur St. Clair, who, in the 1780's, was Governor
ol the Northwestern Territory, of which Michigan was a part. The river supposedly had
borne the name Huron River on an early map, and had been named Sinclair River in 1765

when Patrick Sinclair bought land and built a fort where the town of St. Clair, Michigan,

41C. M. Burton, op. cit., 8-9.
2Edward Channing. The Story of the Grear Lakes. (New York: The Macmillan Company, 1909): 63-65.
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now stands.*? "St. Clair," it has been suggested, could also be a pronunciation breakdown

of "Sinclair."

The Griffon reached Green Bay on Luake Michigan and left on September 18, 1679,
loaded with a valuable cargo of beaver pelts. Two days later, the ship was last scen
"tempest tossed in the Straits of Machinac, which connect Lake Huron and Lake Michigan,
and 'being driven towards the Huron islands' of Georgian Bay."*!' The Griffon
disappeared on this return leg of its maiden voyage, becoming the first, and perbhaps most
famous, mysterious, and clusive, shipwreck on the Great Lakes. Since 1805, at least
eleven discoveries of the Griffon's supposed relics have been reported, s and in the
summer of 1992, the Province of Ontario contributed funds for a sidescan sonar search of
possible shipwrecks, including the Griffon, in the waters just west of Manitoulin Island,
The Grifforn was the first and last European vessel built and sailed on the upper lakes for

more than half a century.

The English captured control of the lakes in the 1760's and the establishment of a
string of forts and trading posts nccessitated the creation of a small fleet to supply these
outposts with stocks and munitions. Even though the Americans took charge of the Greal
Lakes posts within their new domains in 1796, it was nol until after the War of 1812 that

American shipping in the Great Lakes took a noticeable form.

Shipping activities along the St. Clair River began in 1814 with the government

construction of Fort Gratiot at the mouth of the river, and, in 1818, the first vessel built

43Emeline Jenks Crampton. “History of the Saint Clair River.” A small publication "Written for the
Centennial of the Founding of St. Clair County on May 8, 1821." Dated June 13, 1921: §.

44C, H. J. Snider. “Further Search for the Griffon." Omario Historical Society, Vol. XLVII, No. |,
Winter, 1956: 1.

45C. H. J. Snider. The Griffon. [llustrations by Rowley W. Murphy, (Toronto: Rous & Mann Press L.,
1956): 16-17.
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along these shores, namely the so-called "Split Log,” which measured 34 feet in length and

nine feet in beam, displaced 34 tons, and functioned as a revenue cutter.46

Samuel Ward and his nephew, Eber B. Ward, both of Newport (as Marine City,
Michigan, was then called), combined to create a highly-profitable shipping company
named after themselves. Their production of several first-class steamers from the mid-
1840's until the mid-1850's made their names famous in every Great Lakes port as their
vessels carried thousand upon thousands of new settlers, principally from Buffalo to
Chicago, and the extent of their local marine enterprises soon created the impression that
the water route between Port Huron and Detroit was their personal domain and

monopoly .47

The post-1850 rapid construction of railroad lines, however, seriously depressed
passenger steamer traffic volume, and the emphasis on freight business increased. Ships'
characteristics changed, as vessels were designed and constructed in consideration of the
bulk trade. The St. Clair River became one of the Great Lakes arenas for a new creation
called the steam tug, a small but immensely powerful vessel which could tow a string of
hall’ a dozen sailing vessels, each loaded with heavy bulk cargo, upstream into Lake
Huron. This profitable business produced great rivalries along the river, as many of the
strongest and fastest tugs were owned in Port Huron, Sarnia, Marysville, St. Clair, Marine

City, and Algonac.

Few arcas of the Great Lakes developed as great and efficient an interest in the
construction and operation of wooden vessels, both sail and steam powered, as the

American side of the St. Clair River region. Until late in the nineteenth century, the shores

46William Lee Jenks. St. Clair County, Michigan, Its History and Its People. (Chicago and New York:
The Lewis Publishing Company. 1912): 403,

ibid., 403-404.
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of the St. Clair River provided enough hardwood forests for both the construction of

vessels and as a fuel source for steam-driven craft.

The great period of development..occurred in the period
between 1850 and 1870. Before that, but small use hnd bheen
made of the great natural resources of the |St. Clair| county --- its
valuable pine and hardweod timber. Many saw mills |sic] were
built until not less than fifteen were in operation along St.
Clair and Black rivers. During the sume time, boat building was
going on at a rapid rate, nearly 250 boats being bhuilt ducing the
twenty years. These two industries brought in a considerable
influx of population, as the timber was cut off, the land was
rendered more easy of clearing, and scttlers came in with more
rapidity than during any other cqual period of time, so that the
population increased from 10,420 to 26,604 between 1850 and
1860, and by 1870 to 36,661.48

When steel and iron replaced wood as the primary construction material in
shipbuilding at the turn of the century, the supremacy of the St. Clair River arca declined

and eventually disappeared.

The following compilation of commercial vessels built in Port Huron, Marine City,
and St. Clair, along the shores of the St. Clair River, was derived mainly from J. B,
Mansfield's (editor) two-volume History of the Great Lakes, lenks' St. Clair County,
Michigan, Its History and Its People, from the radio script of an Auld Lang Syne Talk
given by H. A. Hopkins, Secretary-Manager of the Port Huron Chamber of Commerce on
March 19, 1940, and from John O. Greenwood’s Namesakes scries of books for the years

1900-1909, 1910-1919, 1920-1929, and 1930-1955.

It is intended that this three-community compilation will give an idea of the

magnitude of vesscl construction along the United States shore of the St. Clair River. Of

48w. L. Jenks. “History of St. Clair County." Saint Clair County Centennint and Home-Coming
Celebration, 1821-1921, Souvenir Program: 9.
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interest is the fact that, whilc most Great Lakes shipbuilding firms quickly made the
Iransition Lo larger steam-powered vessels in the 1870's and 1880's, the St. Clair River
interests remained with the production of large schooners, which were increasingly
constructed with tow-barge use in mind. Marine City slid its final huge schooner down the
Jaunchramp in 1896. Shortly thereafter, new steam-powered vessels hit the 600-foot
length, and the use of a string of wooden tow-barges (which were frequently former sailing
ships, more often than not in dilapidated condition) towed behind one small steamer

became financially inadequate and obsolete.

The only communities on the Canadian side of the St. Clair River to produce
significant numbers of large, commercial vessels were Wallaceburg and Sarnia, but vessel
production was a fraction of that of their Michigan counterparts. Although some vessels
were constructed in the smaller communities along the Canadian shoreline, shipbuilding in
these Ontario lowns never came close to reaching the production volume and tonnage of

places such as Algonac, Marine City, and St. Clair, Michigan.

In the 1800's, 127 sail-powered and 40 steam-powered commercial vessels were

constructed at Port Huron:

In 1838, the sloop, Temperance, of 29 tons; in 1839, the schooner, Key West, of
20 tons; in 1842, the 53-ton schooner, Henry Hubbard, which capsized and was lost in
Lake Huron three years later; in 1844, the schooner, Freedom, of 28 tons, which capsized
in Lake Huron the same year with the loss of three lives, and the schooner, Morning Star,
of 38 tons, which sank in Lake Erie in 1849; in 1845, the brig, David Smart, of 203 tons,
which was wrecked near Chicago in 1857, and the small schooner, H. Hopkins, of 14
tons; in 1846, the seven-ton schooner, Dolphin, and the 215-ton schooner, Amazon,
which was wrecked at Point Edward in 1864; in 1847, the steamer, America, of 600 tons,

which was wrecked at Dunkirk on Lake Erie in 1854; in 1848, the 79-ton schooner,
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Venus, the brig, Robert Burns, of 307 tons, lost with ten lives in the Straits of Mackinac in
1869, the 25-ton schooner, May, the 227-ton propeller, Petrel, the schooner, Mariner, of
68 tons, which was wrecked near Chicago in 1852, the cight-ton schooner, Hawk, and the
schooner, Industry, of 19 tons; in 1849, the 20-ton schooner, Trader, and the schooner,
Dial, of 161 tons; in 1851, the scow, United, of 71 tons, and the scow, Ariel, ol 45 tons;
in 1852, the scow-schooner, Traveller, of 182 tons, which sank at Port Burwell on Lake
Erie in 1855; in 1853, the schooner, David Ferguson, of 223 tons, which was abandoned
for condition in 1908, the 54-ton schooner, Free Democrat, which capsized in Lake
Michigan in 1868 with the loss of four lives, the 35-ton schooner, Maine Saw, the 27-1on
scow-schooner, Remittance, the schooner, L. M. Mason, of 340 tons, the 64-ton
schooner, Fidelity, which was abandoned only seven years later, and the scow-schooner,
Weasel, of 41 tons; in 1854, the 93-ton schooner, F. G. Scott, the 56-ton scow-schooner,
Enterprise, which sank in Lake Huron in 1861, and the 142-ton schooncer, Helen Kent,
which was abandoned in Lake Michigan in 1867; in 1855, the steamboat, Union, of 116
tons; in 1856, the 107-ton scow, Whittlesea, which was abandoncd at Cleveland in 1873,
the 158-ton schooner, Fred L. Wells, the 136-ton schooner, William A. Chixholm, and the
schooner, J. Hibbard, of 95 tons; in 1857, the 97-ton schooncer, Joiin S. Minor, the 186-
ton schooner, W. R. Hanna, which capsized in Lake Michigan in 1870, the 170-ton
schooner, Gulielma, which was wrecked at Buffalo on Lake Eric in 1863, the schooner,
Forest Rose, of 105 tons, the 23-ton schooner, Crenoline, and the schooncer, Jim Maffut,
of 25 tons; in 1859, the 21-ton scow-schooner, Wetzel, the 23-ton schooner, £. /.
Sexton, and the 40-ton schooner, Emma, which was lost in 1869; in 1860, the 32-ton
schooner, Mahala, the 123-ton steamer, Sarnia, the 59-ton schooner, Morning Lark, which
sank near Detroit in 1875, the 48-ton scow Morning Star, the 34-ton scow, Triton, and the
propellor, Belle, of 235 tons, which burned in Lake Michigan in 1869 with the loss of two
lives; in 1861, the 41-ton scow-schooner, Spray, which capsized off South Haven on

Lake Michigan in 1875, and the schooner, Garibaldi, of 167 tons; in 1862, thc 57-ton
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scow, Rival, which was lost in 1869; in 1863, the 58-ton scow, Uncle Sam, the 93-ton
scow, Lizzie, und the 410-ton brig, Lucy J. Clarke, which was wrecked on Lake Michigan
in 1883 with the loss of three lives; in 1864, the 68-ton scow, Senator, the 61-ton scow
Evergreen, the 235-ton sleamer, Kate Moffat, which burned in Lake Huron in 1885, the
46-ton schooner, /daho, the 92-ton scow, Mayflower, which sank off Kelly's Island in
Lake Eric in 1875, the 107-ton schooner, Elisha C. Blish, which was lost on Lake Huron
later that year with all hands, and the bark, Huron, of 378 tons; in 1865, the 144-ton
scow, Home, which was abandoned in 1897, and the bark, St. Clair, of 350 tons; in
1866, thc 210-ton schooner, Kewaunee, which was renamed the Mary C. Daryaw in
1921, wrecked on Simcoe Island in Lake Ontario in 1922, and finally burned off Kingston
in 1927, thc 87-ton scow, Maple Leaf, the 45-ton scow, Henry Young, which was
wrecked on Lake Erie in 1870, the 121-ton schooner, E. M. Carrington, the 26-ton tug,
Ida S. Botsford, the 80-ton scow, Curlew, which sank in Lake Michigan in 1890, the 104-
ton scow, Maria, which foundered in 1883, the 62-ton scow, /ris, and the barge, Erie, of
230 tons; in 1867, the 418-ton barge, Hattie Johnson, which sank in Lake Huron the next
year, the 40-ton scow, Rozilee, the 411-ton steamer, City of Port Huron, the 146-ton
schooner, Topsy, which was lost in Lake Michigan in 1891, the 36-ton scow, Clipper
Vision, the small, cight-ton scow, Two Brothers, the 132-ton scow, C. G. Meisel, which
wis abandoned off Lexington, Michigan, in Lake Huron in 1883, the 291-ton schooner,
Hattie Wells, which was swamped by heavy seas in a storm on Lake Michigan in late
1912, the 82-ton scow, Emma Leighton, the 261-ton steamer, Henry Howard, which
burned off Harsen's Island in the St. Clair River in 1884, the 164-ton steam tug, George
E. Brockway, the 86-ton scow, E. T. Gain, which was stranded at Point Pelee the next
year, the 32-ton scow, Mary Miller, and the schooner, Winnie Wing, of 200 tons, which
was abandoned in 1923 at Kingston; in 1868, the 85-ton scow, Juno, which sank in the
St. Lawrence River in 1873, the 62-ton scow, Adain, the 60-ton scow, H. B. Moore,

which was lost in Lake Michigan in 1894, the 273-ton schooner, Hattie Howard, the 40-
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ton scow, Maggie, the 30-ton scow, Melissa, the 350-ton schooner, Grofon, which
foundered in Lake Eric in 1897, and the 88-ton scow, Kitten, which was wrecked in Lake
Erie two years later; in 1869, the 211-ton schooner, William G. Keith, the 470-ton
schooner, Carlingford, which sank in a collision on Lake Eric in 1881, the schooner,
David A. Wells, of 310 tons, which foundered in Lake Michigan in 1880, the 195-ton
scow, Thomas S. Skinner, and the tug, Frank Moffar, of 122 tons, which exploded and
was a total loss in the St. Clair River in 1885; in 1870, the 289-ton schooner, Wyoming,
the schooner, Fannie Neil, of 451-tons, which was abandoned in 1912, the 25-ton scow,
Christina, the 297-ton schooner, £, Fitzgerald, which was wrecked at Long Point, Lake
Erie, in 1883, with the loss of seven lives, and the schooner, L. W, Perry, of 253 tons; in
1871, the 220-ton tug, Gladiator, the 68-ton barge, Ark, the huge stcamer, Vanderbilt, of
1,302 tons, the schooner, George H. Ely, of 648 tons, which became a total loss near
Detour in Lake Huron in 1882, the 834-ton schooncr, Harvey H. Brown, which was
wrecked on the coast of Maine in 1898, and the schooner, James Couch, ol 843 tons, later
renamed the Tasmania and lost with all hands off Point Pelee in Lake Eric in 1905: in
1872, the schooner, Elizabeth A. Nicholson, which was lost in Lake Michigan in 1895,
the 319-ton schooner, I. N. Foster, and the steamer, Montana, of 1,535 tons, which
burned to a total loss near Alpena on Lake Huron in 1914; in 1873, the 817-lon stcamer,
Oscar Townsend, which burned on Lake Huron in 1891, the 736-ton schooner, fmma C.
Hutchinson, which was abandoned due to age in 1913, the 273-ton scow, Fred J.
Dunford, which was abandoned due to condition in 1911, the 341-ton schooner, America,
the steamer, Mocking Bird, of 142 tons, the 349-ton schooner, Pulaski, and the tug,
Saginaw, of 350 tons; in 1874, the 334-ton schooner, Mary Lyon, the 332-ton schooner,
Jennie Mathews, the 776-ton schooner, Edward Kelly, which stranded and broke up ncar
Port Colborne on Lake Erie in late 1911, the 52-ton stcamer, Mary, the steamer, Crusader,
of 198 tons, which burned at the Sault in 1894, and the barge, Belknap, of 46.21 tons,

which sank and was abandoned in the East Passage of the Snye River on August I,
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1916%%; in 1875, the schooner, Lizzie A. Law, of 747 tons, which sank in a collision off
Point Pelee in 1893, the 328-ton schooner, Frank C. Leighton, which was scrapped in
1909, and the sloop, Belle Stevens, of 88 tons; in 1876, the schooner, Essex, of 25 tons;
in 1877, the tug, Red Ribbon, of 20 tons; in 1878, the 282-ton steamer, Saginaw, and
the 74-ton schooner, Hanna Moore, lost in Lake Michigan in 1894; in 1880, the 14-ton
scow, Ernest, the 111-ton scow, Aunt Ruth, the schooner, Home, of 125 tons, the 176-ton
schooner, R. J. Gibbs, which foundered off Bar Point in western Lake Erie in 1893, and
the 203-ton propellor, Mackinaw, which burned on Lake Huron in 1890; in 1881, the 13-
ton schooner, £d Volley, the schooner, Jeremiah Godfrey, of 653 tons, and the steamer,
City of Stiles, of 98 tons; in 1882, the 23-ton sloop, Oscar Wilde, the 13-ton schooner,
H. A. Benson, the 15-lon scow, George Davis, and the 199-ton steamer, Omar D. Conger,
which exploded in the St. Clair River in 1922; in 1884, the scow, Tinker, of eight tons; in
1885, the 760-ton schooner, Homer Alverson, which sank in the St. Lawrence River in
1898; in 1886, thc 20-ton scow, L. B. Forester, and the 277-ton schooner, E. B. Palmer,
which was wrecked in Lake Huron in 1893; in 1890, the steamer, D. N. Runnels, of 83
tons; in 1891, the steamer, 0. O. Carpenter, of 364 tons, which was scuttled off the East
Coast in 1931; in 1892, the steamer, Desmond, of 456 tons, which sank in a Lake
Michigan storm off Chicago in 1917 with the loss of all seven hands; in 1893, the 91-ton
steamer, C. D. Thompson, the 536-ton steamer, Lioyd S. Porter, which sank in the St.
Lawrcnce River in 1898, the 84-ton steamer, W. G. Harrow, and the steamer, H. E.
Runnels, of 862 tons, which was driven ashore and destroyed at Grand Marais, Michigan
in Lake Superior in 1919; in 1894, the steamer, C. L. Boynton, of 103 tons; in 1895, the
27-ton steamer, F. J. Haynes, the 89-ton steamer, B. B. Inman, and the steamer, Linden,
of 894 tons, which was destroyed by fire at Tawas City, Michigan in 1923, and scrapped

in 1930; in 1896, the 60-ton steamer, Fred A. Lee, which was lost with five lives in Lake

Y Alan Mann. "Wallaceburg Shipping Register, 1879 to present." Unpublished document, circa 1985.
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Huron in 1936, the 47-ton steamer, James T. Martin, and the steamer, Vigilant, of 372
tons; in 1897, the steamer, Black Rock, of 1,646 tons, which was scrapped on the East

Coast in 1925; and in 1898, the 99-ton steamer, W. G. Mason.

In the 1800's, 92 sail-powered and 114 stcam-powered commercial vessels were

constructed at Marine City:

In 1824, the 27-ton schooner, Sam Ward, and the 28-ton schooner, 8t. Clair,
which sank in 1855; in 1825, the schooner, Isaac E. Pomeroy, of 54 tons; in 1827, the
schooner, Grampus, of 30 tons; in 1830, the 73-ton schooner, Marshal Ney, and the
schooner, Albatross, of 20 tons; in 1833, the 65-ton schooner, Efizabeth Ward, which
capsized in 1845; in 1835, the schooner, General Harrison, of 115 tons; in 1838, the
schooner, Trader, of 19 tons; in 1839, the 147-ton stcamboat, Huron, which was
dismantled in 1848, the 29-ton schooner, Eagle, and the 350-ton stcamboat, Detroit, which
sank in Saginaw Bay after a collision with the Nucleus in 1854; in 1842, the 67-ton
schooner, Vermont, which was lost off Grand Haven in Lake Michigan in 1855; in 1843,
the steamboat, Champion, of 266 tons; in 1845, (he 781-lon steamboat, Oregon, which
burned at Chicago in 1849; in 1846, the 352-ton steamboat, Detroit, and the schooner,
Mary Ann Larned, of 79 tons; in 1847, the 433-ton schooner, Samuel Ward, which was
converted to a barge; in 1848, the 192-ton steamboat, Frankiin Moore, which was broken
up in 1862, and the 462-ton steamboat, Pacific, which was lost in Luke Michigan in 1867,
in 1849, the 1,155-ton steamboat, Atlantic, which sank in a collision with the propeller,
Ogdensburg, at Long Point in Lake Erie in 1852 with the loss of 250 lives; in 1850, the
1,052-ton steamboat, Ocean, which was converted to a barge in 1857; in 1851, the 251-
ton steamboat, Pear!, which was broken up in 1869, the 251-ton stcamboat, Ruby, which
was broken up in 1865, the 861-ton steamboat, Arctic, which was stranded in Lake

Superior in 1860, and the 92 1-ton steamboat, Caspian, which was wrecked at Cleveland in
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1852; in 1852, the 574-ton steamboat, Cleveland, which was wrecked in Lake Superior in
1864, the 603-ton steamboat, Traveller, which burned at Eagle Harbor, Lake Superior, in
1865, and the stcamboat, Huron, of 348 tons; in 1853, the 665-ton propeller, Challenge,
the 942-ton stcamer, E. K. Collins, which burned at Malden on the Detroit River in 1854
with the loss of 23 lives, but was eventually raised and made into the Ark; in 1854, the
284-1on schooner, Forester, the 254-ton steamer, R. R. Elliott, and the 503-ton steamer,
Forester, which was converted to a barge in 1865 and lost in 1869; in 1855, the 462-ton
steamboat, Forest Queen, the 1,164-ton steamboat, Planet, which was converted to a barge
in 1866 and renamed Northwest, ‘and which was lost in a collision on Lake Erie, the 442-
ton pr(')pcllcr, Mary Stewart, which was wrecked at Grand Haven on Lake Michigan in
1866, the 327-ton schooner, Colonel Cook, which stranded in 1894, the 411-ton
schooner, Torrent, which sank near Port Stanley, Lake Erie, in 1863, and the 482-ton
barque, Pacific, which sank that same year; in 1856, the 452-ton schooner, Wyandotte,
the 925-ton stcamer, Montgomery, the 50-ton steamboat, Gem, and the 426-ton barque,
Marqueitte, which sank in a collision in Lake Michigan in 1862; in 1857, the 102-ton
scow-schooner, Forest, and the 308-ton barge, Ark, which was wrecked in Lake Huron in
1866; in 1858, the 422-lon steamboat, Gazelle, which was wrecked at Eagle Harbor, Lake
Superior, in 1860, with all hands except the wheelsman; in 1859, the 535-ton steamboat,
Sea Bird, which burned in-Lake Michigan in 1868 with the loss of 72 lives; in 1860, the
146-ton schooner, John Rice, and the steamer, Comet, of 385 tons; in 1861, the 600-ton
steamer, Antelope, which foundered in 1897, and 198-ton scow schooner, William Kelly,
and the scow schooner, R. N. Brown, of 236 tons; in 1862, the 36-ton steamer, Sea Gull,
the 378-ton schooner, E. Kanter, the 410-ton schooner, Yankee, the 369-ton propeller,
Waterwitch, which foundered in 1863 in Lake Huron with the loss of 28 lives, the 715-ton
propeller, B. F. Wade, and the scow, Forest Maid, of 60 tons; in 1863, the 270-ton
schooner, Otter, which was wrecked near Sturgeon Bay in 1895, the 602-ton schooner,

Stephen Clement, the 278-ton schooner, George W. Bissell, the 451-ton schooner,
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Favorite, and 378-ton schooner, Saginaw, and the schooner, Frances Adah, of 62 wons; in
1864, the 153-ton steamer, Wave, the 193-ton brig, St. Joseph, the 199-1on scow,
Eureka, and the tug, Mayflower, of 127 tons; in 18685, the 150-ton steamer, Trader, which
exploded in 1866 with the loss of three lives, the 98-ton propeller, C. /. Clark, the 187-ton
schooner, Carrier, and the tug, George N. Brady, of 165 tons; in 1866, the 59-1on scow,
Lizzie Bell, which was lost on Lake Ontario, the 68-ton stcamer, River Queen, which
burned in 1868, the 277-ton schooner, Sophia J. Luff, the 212-ton steamer, Salina, which
burned at St. Clair in 1896, the 235-ton stecamer, East Saginaw, which was fost in Lake
Huron in 1883, the 369-ton bark, F. Morell, the 267-ton steamer, Marine City, which
burned on Lake Huron, the 259-ton steamer, W. R. Clinton, the 635-lon stcamer,
Keweenaw, the 707-ton steamer, Saginaw, which was condemned in 1910, the 617-ton
steamer, Alpena, and the schooner, Kewanaw, of 493 lons; in 1867, the 152-ton tug, M.
I. Miles, the 298-ton schooner, Tailor, the 262-ton steamer, Bay City, which burned in
1891, the 280-ton steamer, J. S. Estabrook, the 238-ton schooner, . Gardner, the 384-
ton schooner, Guiding Star, which was abandoned in 1892, and the schooner, William
Brake, of 318 tons; in 1868, the 258-ton steamer, D. F. Rose, the 265-ton schooner,
Florence Lester, which was lost in 1889, thc 208-ton stecamer, William Cowie, which
burned at Cheboygan, Michigan, in 1890, the 131-ton stcamer, George S. Frost, which
burned in Lake Erie in 1879, the 560-ton schooner, Francis Paims, which sank in Lake
Michigan in 1889, the 909-ton steamer, Sz. Paul, which burned on Lake Superior, the 122-
ton schooner, William E. Barnes, and the schooner, H. P. Merry, of |70 tons; in 1869,
the 354-ton schooner, A. Gebhart, the 376-ton schooner, Edward Dean, and the 268-ton
schooner, Keepsake, which foundered in Lake Eric in 1898; in 1870}, the 378-ton steamer,
P. H. Birckhead, which burned at Alpena, Michigan, on Lake Huron, the 332-ton
schooner, C. H. Johnson, which was wrecked in 1895, the 544-ton stcamer, Milton D.
Ward, and the 867-ton propeller, Coburn, which sank in 1871 in Saginaw Bay with the

loss of 32 lives; in 1871, the 356-ton steamer, Annie Laura, which burned on the St. Clair
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River in 1922, the 38-ton scow, L. C. Larned, the 412-ton schooner, Katie Brainard, the
462-ton schooner, Dayton, the 75-ton steamer, Carrie H. Blood, the 429-ton schooner,
Emma A. Mayes, the 280-ton steamer, George W. Wesley, the 302-ton steamer, D. W.
Powers, the 257-ton steamer, Porter Chamberlin, the 1,214-ton steamer, Northerner, and
the ten-ton stcamer, Rose; in 1872, the 480-ton schooner, Troy, the 362-ton schooner, C.
L. Young, the 412-ton steamer, Tempest, the 339-ton steamer, Robert Holland, the 473-
ton schooner, Planet, and the scow, Sunnyside, of 35 tons; in 1873, the 306-ton
schooner, Charles Spademan, which was sunk by ice in Lake Erie in late 1909, the 770-ton
stcamer, Jarvis Lord, which sank in Lake Michigan in 1885, the 897-ton schooner, J. H.
Rutter, which cnded her days on the Atlantic coast, the 324-ton schooner, Charles H.
Weeks, which sank in a storm at the mouth of the St. Clair River in 1889, the 400-ton
schooner, Elma, which was wrecked in Lake Superior in 1895 with the loss of one life, the
400-ton schooner, Hattie, the 567-ton schooner, Nellie Gardner, which was wrecked in
Thunder Bay in 1883, and the 1,072-ton steamer, Minneapolis, which was lost in Lake
Michigan; in 1874, the 532-ton steamer, George King, the 260-ton steamer, Abercorn, the
1,100-ton stcamer, City of Duluth, the 980-ton steamer, N. K. Fairbank, which burned in
1895, and the steamer, V. H. Ketchum, of 1,660 tons; in 1875, the 337-ton steamer,
Gluadys, the 263-ton steamer, Germania, the 80-ton steamer, City of New Baltimore, and
the 290-ton propeller, Northern Belle, which burned on Lake Huron in 1898; in 1877, the
371-ton schooner, Bay City, which burned at Detroit in 1891; in 1879, the 55-ton
schooner, Agnes, the 521-ton steamer, James P. Donaldson, the 869-ton steamer, Morley,
which had its named changed to Grand Traverse and sank in a collision in Lake Erie in
1896, the cight-ton schooner, Centennial, and the 91-ton steamer, /sle Royale, which sank
in 1885; in 1880, the 629-ton schooner, Grace Holland, and the 756-ton propeller, A. L.
Hopkins, which foundered in 1911; in 1881, the 564-ton schooner, Nelson C. Holland,
the 410-ton schooner, Minnie E. Orton, the 548-ton schooner, Isabel Reed, the 594-ton

schooner, Teutonia, the 865-ton steamer, Kate Butteroni, which underwent a name change
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to Falcon, and stranded in 1909, the 548-ton schooner, 7. 8. Fassetr, the 186-ton steamer,
R. J. Gordon, and the 548-ton steamer, Sylvanus J. Macy, which was lost in Lake Eric: in
1882, the 170-ton steamer, Mary, the 400-ton schooner, G. K. Jackson, the 44-1on
schooner, R. H. Brown, the 891-ton stcamer, /. M. Osborn, which sank in a collision in
1884 near Owen Sound, Ontario, and the steamer, C. F. Curtis, of 502 tons: in 1883, the
435-ton schooner, J. R. Edwards, the 434-ton schooner, William A. Young, the 739-ton
schooner, Plymouth, the 136-ton steamer, Pickup, the 522-ton schooner, /. W. Westcort,
and the stteamer, Edward Smith, of 523 tons; in 1884, the 212-ton steamer, M. Sicken,
and the 38-ton steamer, C. W. Wells, which burned at Amerherstburg on the Detroit River
in 1897; in 1885, the 1,457-ton steamer, New Orleans, the 88-ton stcamer, Roy, which
was crushed by icc in 1895, and the steamer, Alice May, of 27 tons; in 1886, the 76-ton
steamer, Harry Cottrell, which foundered in 1897; in 1887, the sticamer, Louisiana, of
1,753 tons; in 1888, the 1,478-ton steamer, W. B. Morley, the 228-ton stcamer, Miami,
and the steamer, Pawnee, of 639 tons; in 1889, the 684-ton schooner, Tolrec, lhe 834-ton
steamer, Aztec, the 964-ton steamer, P. J. Ralph, the 1,304-1on steamer, Cherokee, and
the propeller, [talia, of 2,036 tons; in 1890, the 260-lun steamer, Tempest, the 906-ton
steamer, Newaygo, which burned on Georgian Bay, the 1,290-ton schooner, Chippewa,
the 770-ton schooner, Miztec, the 811-ton schooner, Zapotec, and 1,437-ton stcamer, St
Lawrence, and the steamer, F. W. Fletcher, of 495 tons; in 1891, the 974-ton stcamer,
John J, Hill, which went to the Atlantic Occan; in 1892, the 300-ton stcamer, Harvey J.
Kendall, the 1,469-ton steamer, froquois, and the schooner, Alex Anderson, 738 tons; in
1893, the 886-ton steamer, Wotan, the 982-ton stcamer, Santa Maria, the 712-lon
schooner, Mingo, and the steamer, Mohegan, of 1,216 tons; in 1894, thc 1,324 schooner,
Biwabik, and the steamer, Unigue, of 381 tons; in 1895, the stcamer, George Farwell, of
977 tons; in 1896, the schooner, Connely Bros., of 751 tons; in 1898, the steamer, Isaac
Lincoln, of 376 tons; and in 1899, the steamer Maud, of 98 tons, which burned on the St

Clair River in 1917.
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In the 1800's, 32 sail-powered and 17 stcam-powered commercial vessels were

constructed at St. Clair, Michigan:

In 1825, the schooner, Grand Turk, which was lost in Lake Michigan in 1869,
and the schooner, Pilot, of 34 tons; in 1828, the sloop, Betsey, of 24 tons; in 1834, the
schooner, Esther, of 45 tons; in 1838, the schooner, Mink, of 25 tons, in 1842, the 101-
ton schooner, Uncle Tom, which was wrecked in Lake Erie in 1848; in 1846, the 279-ton
propeller, Goliath, which was wrecked in 1848 with the loss of 18 lives; in 1848, the
1,691-ton steamer, Empire State, which was converted to a dry dock at Buffalo in 1858; in
1849, the 270-ton brig, F. C. Clark, which was wrecked at Manitowoc on Lake Michigan
in 1856; in 1853, the 43-ton steamer, Traffic, which was wrecked in 1868; in 1855, the
161-ton schooner, E. K. Gilbert, which sank in Lake Erie in 1868; in 1857, the 20-ton
schooner, Twilight, which was lost in Lake Ontario in 1859; in 1858, the 118-ten
schooner, H. B. Steele, which was wrecked in Lake Michigan in 1870, and the 54-ton
schooner, Island City, which sank with the loss of two lives in Lake Michigan in 1894; in
1862, the 26-ton schooner, Hazzard, and the schooner, Margaret R. Goffe, of 278 tons;
in 1863, the schooner, Maid of the Mist, of 145 tons; in 1864, the bark, Hemisphere, of
397 tons; in 18685, the 59-ton scow, Liberty, and the scow, Mary Amelia, also of 99 tons;
in 1867, thc 243-ton schooner Amoskeag, renamed the Horace L. Taber in 1883, and
wrecked in a storm on Lake Ontario near Kingston in 1922; in 1869, the scow, Growler,
of tcn tons; in 1870, the schooner, Agnes L. Potter, of 279 tons; in 1871, the sloop,
Myrtle, ol 13 tons; in 1873, the 12-ton steamer, Milton Courtright,, which burned to a
total loss on the St. Clair River the same year the vessel was launched, and the 757-ton
stcamer, D. M. Wilson, which foundered in Lake Huron in 1894; in 1874, the 16-ton
scow, Light Guard, and the steamer, Chauncy Hurlburt, of 1,009 tons; in 1875, the 458-

ton schooner, Justin R, Whiting, and the schooner, John W. Hanaford, of 326 tons; in
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1878, the steamer, Oscoda, of 529 ton:: in 1880, the schooner, Melbourne, of 510 tons:
in 1881, the 628-ton stcamer, Ogemaw, which burned on the St. Clair River in 1922, and
the schooner, Rambler, of 26 tons; in 1882, the 16-ton steamer, Transfer, the 1,090-ton
steamer, D. C. Whitney, and the schooner, Wayne, ol 965 tons: in 1883, the schooner,
Nipigon, of 626 tons; in 1884, the schooner, Kalkaska, ol 555 tons: in 1885, the scow,
Tyler, of 28 tons; in 1886, the steamer, Simon Langell, of 845 tons; in 1887, the 1.941-
ton steamer, Kaliyuga, which was lost with all hands in Saginaw Bay in 1907; in 1888,
the 1,163-ton schooner, Fontana, which sank in a collision on the St. Clair River in 1900,
and the schooner, Arenac, of 521 tons; in 1889, the 823-ton stcamer, Oscar T. Flint,
which burned in Lake Huron, near Alpena, in 1909; in 1890, the stcamer, Langell Boys,
of 387 tons; in 1892, the 54-ton steamer, Penelope, which burncd in Lake Erie in 1909;

and, in 1894, the stcamer, Welcome, of 212 tons.

On the Canadian side of the St. Clair River, the production numbers pale by
comparison to the United States. Most of the shipbuilding focused on the town of
Wallaceburg, where there were constructed, in 1862, the large, 135-foot-long schooner,
Minnie Williams, of 359 tons, and the 138-foot schooner-barge, Sefkirk, which remained
active until abandoned in 1908; in 1863, the 190-ton scow, Fenton, with a length of 111
4", the 64-ton scow, Oriental, and the 92-foot scow, John Bruce, of 107 tons; in 1864,
the 80-foot scow, Brandywine, of 61 tons, and the scow, Commerce, ol 106 tons; in
1865, the 126-foot, two-masted schooner, Serepta, which became the Mary Everett in
1880, and was converted to a three-masted schooner in 1887, but sank in Luke Ontario on
November 18, 1903; in 1866, the 62-foot scow, Faith, of 47 tons;3 in 1867, the 117-

foot paddlewheel steamer, Dominion, which burned near Chatham, Ontario, in the summer

50vList of Vessels on the Registry Books of the Dominion of Canada, 1874." (Ouawa: Ministry of Marine
and Fisheries, 1875): pages not numbered.
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of 1875,5) and the 40-ton scow, Flamingo, measuring almost 65 feet in length;52 in
1868, the 54-foot, 31-ton tug, Shamrock, renamed Reindeer in 1871, burned to a total
loss in 1875:;33 in 1869, the 97-foot, 136-ton steamer, P. E. McKerral, which burned in
Sepiember, 1878, at Collingwood,3* and the 35-ton steamer, Reindeer, with a length of 72
feet;35 in 1870, the small, 22.26-ton steamer, J. B. Newman, built by Isaac Dolson, and
dismantled in 1891, and the 90-foot-long propeller-driven steamer, Alexander Watson,
which burned to a total loss on the St. Clair River a year later5; in 1871, the 86-foot, 119-
ton stcamer, Coral, which foundered in 1887 on Lake Huron;37 in 1872, the 36-ton steam
barge, W. S. Irelund, built by Captain Steinhoff and broken up 37 years later; in 1873, the
small, 17-ton paddlewheel steamer, J. B. Newman, with a length of 60 feet;38 in 1874,
the 312-ton, 123-foot steamer, J. W. Steinhoff, which was broken up in 1909 after 35
years of service;39 in 1875, the 16.78-ton steam tug, Harry Sewell, which sank at the
sugar company slip in Wallaceburg on December 16, 1907; in 1876, the 59.34-ton sailing
vessel, Eddy, which wrecked on Lake Erie in late 1893; in 1877, by John Lee, the
diminutive 1.48-ton steam tug, Dodger, which was broken up in the St. Clair Flats thirteen
years later; in 1878, the sail barge, Kent, of 73.93 tons, launched on June 1 and
abandoned in 1885; in 1880, the 31.10-ton steam tug, William F. McRae, built by W. J.

McDonnell and dismantled at Sorel, Quebec, 43 years later, and the four-and-a-half ton

31)ohn M. Mills. Canadian Coastal and Inland Steam Vessels, 1809-1930. (Providence, Rhode Island: The
St~amship Historical Society of America, Inc., 1979): 35.

SIuList of Vessels...1874," op. cit.
53Mills, op. cit., 110.

S bid., 90.

S5"List of Vessels...1874," op. cit.

36Cris Kohl. Shipwreck Tales: The St. Clair River (to 1900). (Chatham, Ontario: published by Cris Kohl,
1987): 63.

Sibid. 31.
S8 List of Vessels... 1874, op. cit.
S9Kohl. Shipwreck Tales: The St. Clair River (to 1900). op. cit., 60.
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steam tug, Uncle John, built by William McDonnell, owned by William C. Lee, mastered
by Daniel Huff, and broken up in 1894; in 1881, the William McDonnell-built sailing
ship, Minnie, of 63.35 tons, the 78.84-ton sail barge, Endeavour, built by William Taylor
and dismantled at Amherstburg only six years later, and the sailing ship, Gondola, of
91.06 tons; in 1882, the large, 168.86-ton stcamer, Byron Trerice, built by William R.
Peck and burned at Leamington, Ontario, in December, 1893, and the stcamer, Beatrice, of
45.06 tons, built by William McDonnell and burned four scant years later at Port Stanley
on Lake Erie on July 15, 1886; in 1883, the stcamer of 70 tons, Energy, built by William
Taylor and dismantled at Amherstburg on January 12, 1915, and the sailing ship, Collina,
of 62.09 tons, built by Fred Harris, but burned on Lake St. Clair in 1891; in 1884, the
sailing ship and tow barge, Rover, buill by William Taylor and sunk at Marine City,
Michigan, twenty years later, the small, 18-ton steam tug, Grace Darling, built by William
Taylor and dismantled in 1902, and the steamer, A. 7. Kelly, of 26.32 (ons, built by
William McDonnell and burned only a year later on the St. Clair River on November 14,
1885; in 1885, the steamer, Ariadne, of 36 tons, built by William McDonnell, but which
was beached and abandoned at Point Pelee, Lake Erie, on November 23, 1916, and the
steamer, Juno, of 210 tons and 140-loot length, which was abandoned as a breakwall near
Cobourg, Ontario, in 1914, in Lake Ontario;% in 1887, the tow barge of 63.91 tons, built
by William McDonnell and named the Active, but which became inactive when she was
broken up in 1909, and the Arbutus, a steamer of 33.65 tons built by William
McDonnell;6! in 1888, the 52-ton, 61-foot steam tug, John Lee Sr., which burncd in
August, 1913, at Port McNichol, Ontario, after having been Iengthened to 86 fcet in
1896.62

60Cris Kohl. Dive Ontario! (Chatham, Ontario: published by Cris Kohl, 1990): 63.
61Koh), Shipwreck Tales: The St. Clair River (1o 1900}, op. cit.
52Mills, op. cit., 63.
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At Sarnia were built the 200-ton brigantine, Christina, in 1846; the 180-ton, three
masted schooner, Globe, in 1847, the 198-ton schooner, Christiana, the 300-ton, three-
masted schooner, Sinbad, and the 60-ton scow-schooner, Sarnia, in 1848; the 200-ton,
three-masted schooner, C. C. C., and the 165-ton schooner, Lochiel, in 1853; the 134-
foot steamer, Colonist, of 341 tons, in 1854, but wrecked near the Straits of Mackinac in
November, 1869; in 1859, the 154-foot steamer, Michigan, which was rebuilt as a barge
in 1884; in 1861, the 123-ton schooner, Garabaldi, bearing a length of just over 95 feet; in
1864, the paddlewheel steamer, W. J. Spicer, measuring 154 feet in length; in 1865, the
43-foot, 16-ton pocket schooner, Mary; in 1866, the small schooner, Mina, measuring
slightly over 50 feet in length, registering 33 tons; in 1870, the schooner, Admiral, with a
length of 60 fect; in 1873, the 138-foot schooner, Wawanosh, of 370 tons, which was
dariven ashore and destroyed on December 6, 1906; in 1875, the huge Huron, a 239-foot
steamer; in 1881, the 126-foot steamer, Wales, which was abandoned in 1904; in 1882,
the steamer, United Empire, measuring 253 feet in length, but which, renamed the Saronic,
burned at Cockburn Island in August, 1916 and was rebuilt as a barge;63 and in 1890, the
2,017-ton, 240-foot steamer, Monarch, which was lost at Isle Royale in Lake Superior in

late 1906,

At Wilkesport, Ontario, just south of Sarnia, were built, in 1862, the scow, Kent,
measuring 90 feet in length and 102 tons, and the 97-foot scow, Lady Samson, of 85 tons,

in 1873.64

At Sombra, Onlario, were constructed, in 1858, the 28-ton schooner, Lucks-all,

mcasuring almost 57 feet in length, in 1867, the 90-foot scow, Echo, of 110 tons, in

631bid., 120.
64 List of Vessels...1874," op. cit.
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1869, the 56-foot scow, Philamine, of 32 tons,5 and, in 1871, the 85-foot steamer,

Elijah Windsor, which foundercd near Port Huron thirty years later, 60

At Port Lambton were built, in 1872, by James D. McNully, the steam barge,
Messenger, of 11.87 tons, and which was dismantled in May, 1900, and the 68-loot scow,
Champion, of 36 tons; in 1873, the 52-ton scow, Samson, with a length of 81 feet, and
the 72-foot scow, Etta, of 49 tons;57 and, in 1875, the sailing ship, Relief, of 49.66 tons,

launched on July 20.

At Walpole Island, the 90-foot-long steamer, Ada L. Allen, slid down the

launchramp in 1872, but burned at Amherstburg, Ontario, in Scptember, 1887.68

The nineteenth century maritime losses in the St. Clair River deserve a briel
examination, Of the 116 commercial vessel sinkings where a cause could be ascertained, 46
involved sailing or towed vessels, while 70 related to steam-driven ships. It is no surprisc
that only three of the sailing or towed vessels burned in a licry demise, since they did not
utilize engines or boilers that required fire power. On the other hand, 34, or ncarly half, of
the steam-driven vessels that ended their histories on the St. Clair River did so by burning.
Similarly, no sail or towed vessel exploded, whereas five of the stcam-powered ships sank
after the pressure in their boilers became too great, causing cxplosions. With the high
volume of maritime traffic and the narrow nature of the St. Clair River, it is not surprising
that 19 sailing or towed vessels sank in collisions, and that 16 of the powered ships sunk

that way. Eighteen of the sailed or towed vessels sank because their hulls leaked, indicative

651bid.

66Mills, op., cit,, 38.

67 List of Vessels...1874," op. cit.
681bid., 4.
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of advancing vessel age, poor construction, or poor maintenance; eleven of the steamn-
powered ships sank when their hulls sprang leaks. Finally, in the 1800's, three commercial
sailing vesscls were abandoned along the shores of the St. Clair River due to age and
condition, whercas only one steamer met that fate, statistics which are indicative of the
lading age of wind-powered water transportation, and an emphasis on maintaining and

improving artificially and independently created power sources at the turn of the century.5?

In the twenticth century, shipbuilding along the shores of the St. Clair River
declined dramatically from that of the previous century. Much larger vessels slid down the
launchramps than ever before, and because their sizes had incredibly increased, their
numbers proportionately decreased. The transition was complete in the twentieth century,
when wood as a shipbuilding material was replaced by steel. Expansive forests
conveniently situated for vessel construction had once solidly covered the St. Clair River
arca, but raw materials for building steel ships were absent here, and had to be transported

to the shipyards at considerable expense.

Proportionately fewer, but inversely larger, vessels were constructed in the St.

Clair River region in the twentieth century:

At Port Huron, in 1900, were built the 2,402-ton steamer, Ravenscraig, the 4,719-
ton steamer, Captain Thomas Wilson, and the 992-ton steamer, Charles S, Neff: in 1901,
the 2,183-ton steamer, Kennebec, and the 4,719-ton steamer, Henry Steinbrenner, which
sank in a collision in 1909; in 1902, the 2,182-ton steamer, Kanawha, the 4,731-ton
stecamer, John B. Cowle, which sank in a collision in 1909 with the loss of 15 lives, and

the steamer, Hyacinth, of 677 tons; in 1903, the ill-fated steamer, Eastland, of 1,961 tons,

69K ohl, Shipwreck Tales: The St. Clair River {to 1900), op. cit. Statistics were compiled from material
throughout the book.
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which caused the greatest single loss of lifc maritime disaster on the Great Lakes when it
capsized in Chicago harbour in 1915, killing 812 people, and the stcamer, F. B. Squire, of
4,583 tons; in 1907, the 510-ton barge, Alfred E. Hunt, and the 160-ton scow, Cuilene
Rhu.

Built at St. Clair, Michigan, in 1900, was the steamer, Alfred Mitchell, of 1,751
tons; in 1903, the 1,090-ton steamer, Wimzc;bago. and the 1,244-ton steamer, John C.
Howard, both vessels ultimately lost in the Pacific Ocean; in 1905, the 4,978-ton steamer,
George H. Russell, and the steamer, Frank J. Hecker, of 4,978 tons, and which was
scrapped in 1961; in 1906, the steamer, Asitabula, of 2,690 tons; in 1907, the 4,478-ton
steamer, John Mitchell, and the steamer, William B. Davock, of 4,468 tons, which sank in
Lake Michigan with all hands in a 1940 storm; in 1908, the stecamer, Normania, of 4,871
tons and the steamer, Adam E. Cornelius, of 4,900 tons; in 1909, the 3,849-ton stecamer,
North Star, and the steamer, North Lake, of 3,861 tons; in 1910, the 6,077-ton steamer,

Harry Yates, and the steamer, Theodore H. Wickwire, Jr., of 6,077 tons.

The Marine City yards built even fewer ships: in 1900, the stcamer, Alva C.
Chisholm, Jr., of 435 tons, which was scuttled in Lake Erie in 1937: in 1902, the
steamer, Edward P. Recor, of 368 tons; in 1906, the scven-ton steamer, Gas Gem; in
1909, the 44-ton barge, Kenyon, and the barge, Ruth, of 14 tons; in 1913, the steamer,
Welcome; in 1918, the McLouth shipbuilding yards contracted to build ninc tugboats for
the United States Shipping Board, probably for the war cffort, bul only three were
launched, none was completed, and six were not even started, presumably because the war
ended by year's end. Of the threc that were launched as barc hulls, onc was sold Lo
Canadian interests (hull number 2415, tentatively named the Seafarer before being sold)
and two (hulls number 2416 and 2417, tentatively named Adventure and Protector

respectively) were made into barges, Peerless No. | and Peerless No. 2. Numecrous
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rebuilds of existing, aging vessels kept the Marine City builders solvent between 1919 and

1921.70

In 1878, Canada had actually ranked fourth among the shipowning nations of the
world,”! buoyed largely by the success of the Cunard transoceanic service established on
the cast coast. Great Lakes vessel construction played a significant role in Canada's rise to
that global position. However, in the final decades of the nineteenth century, Canada fell
behind in shipping and shipbuilding participation, mainly due to a failure to keep up with
technology and education. Stee! and engineering skills, which Canada lacked, became vital

for a successful shipbuilding industry by the turn of the century.

Consecquently, vessel construction on the Canadian side of the St. Clair River in the
twenlicth century was considerably more modest than on the United States side: the 122-
foot oak-hulled bulk freight steamer, D. A. Gordon, was launched at Wallaceburg in
1902, but fire destroyed it there on April 20, 1909, the 81-foot steamer, Ear! Bess, was
built al Wallaccburg in 1904, but was dismantled in 1949,72 while the 105-foot tug,
Sarnia City, was launched at Sarnia in 1909, only to be relocated to Newfoundland in
1941.73 The 99-ton tug, Jean Fraser, was launched at Wallaceburg in 1926, only to be

broken up 25 years later.74

Although it enjoyed dizzying heights of success in the 1800's, particularly on the
Unilted States side of the border, commercial shipbuilding as a St. Clair River activity died

out in the early part of the twenticth century as the need for larger shipyards and wider

T0yntitled, undated, and anonymous mimeographed sheet from the Marine City Public Library, listing the
maritime construction and rebuilding activity in the community in the early twentieth century; acquired
in 1986.

NThe Canadian Encyclopedia. Second Ed. (Edmonton: Hurtig Publishers, 1988): s.v. shipping industry.
2Mills, op. cir., 36.

B3tbid., 109,

ibid., Supplement No. 2, 1983,
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tributary rivers for launching huge sieel ships grew. Places like Wyandotte, Michigan, and
Cleveland, Ohio, became the ideal locations for launchings of the twenticth-century super-

vessels.
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CHAPTER 1V

Dredging and the Installation of Aids to Navigation

Following World War II, wrecking and salvage work dropped off sharply; by the
1980's, such work was virtually non-existent, Great Lakes marine historian, Frank
Prothero, quipped in 1987 that, "The fastest way to go bankrupt is to set up a salvage

company on the Great Lakes." 7

Among the causes for the rapid decline in salvage work were the retirement of many
older, smaller ships, the operation of more effective rescue and safety equipment and

vessels by the Coast Guard, and the widespread use of modern aids to navigation.

The St. Clair River developed its navigation safety measures over a gradual length
of time, dependent upon factors such as increased traffic on the river and improved
clectronic technology in the areas of radio, lighting for buoys and lighthouses, and radar.
Even though shipwrecks and marine disasters reflect some of the most colourful aspects of

nautical life, humanity has aimed at developing preventative measures.

The first aid to navigation installed in the St. Clair River area was the Fort Gratiot
lighthouse, just above the river at Port Huron, Michigan. Erected in 1825 and lighted for
the first time on August 25th that year, this structure was 32 feet tall, with an 18-foot

diameter at the base and a 9.5-foot diameter at the crown, which was topped by a copper

75Frank Prothero, to the author, at St. Thomas, Ontario, November, 1987,
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dome equipped with a smoke ventilator and wind vane. The cupola housed ten Lewis

patent lights and their associated reflectors.”6

This lighthouse, Michigan's [irst, certainly proved uscful in guiding ships
downbound on Lake Huron to the safety of the mouth of the St. Clair River, but its
haphazard construction spelled its downfall. The building contract catled for the lighthouse
to be constructed of quarried stone, but the {inished product consisted of beach cabbles
cemented together with ordinary mortar, which crumbled increasingly with cach storm. To
top it off, the lighthouse sat on a foundation of log timbers! The lighthouse keeper, who
was paid the sum of $350 a year for his services, anticipated the collapse of this lighthouse,
built just three years earlier at a cost of $6,000, in severc weather in latc November,

1828.77

In April, 1829, acontract for the construction of a new lighthouse for the sum ol
$4,445 was signed. This structure, placed 400 yards north along the lukeshore, is still
standing today.”8 With a height of 69 feet and a diameter of 25 fcet on the ground, and its
solid brick construction on firm foundation, it was bargain-priced compared lo its
predecesor. Today, its green light, flashing every six seconds, stands atop the lighthouse at

a height of 82 feet above the lake, with a visibility range of 16 miles.

The northern entrance to the St. Clair River is also marked by a sct of ranges, [irst
constructed in 1891 and rebuilt in 1899 and 1916, on the west side of the river, in this case
consisting of two fixed green lights on the Port Huron shore which, when lined up, one

behind the other, guide vessels into the mouth of the river under the Bluewater Bridge.™

76Bruce Hawkins. “A Miscrable Picce of Workmanship." Michigan History, July/Augusi, 1989, Vol, 73,
No. 4: 41.

M 1bid., 42.
Bibid.

9 Coast Guard Light List, Great Lakes, United States and Canada. (Washington, D.C.: U.S. Government
Printing Office, 1982): 79.
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In 1963, just upstrcam {rom the Bluewater Bridge, a red navigation light was
positioncd 29 fcet above the water on a white, circular tower, on the east side of the

river. B0

Besides the north end of the river being marked by an easily noticed light, the south
entrance would be even more difficult to locate for mariners if the correct tributary in that

walery maze were not marked by aids to navigation.

The first of the important St. Clair Flats lights was established in 1889, one light on
the uorth side of the South Channel, a set of range lights on Harsen's Island, and another
sct of range lights on Russel Island to assist the upbound navigator. In 1913, several more
lights were established, one on the south end of the St. Clair Flats Canal pier, another at the
Southcast Bend light opposite Joe Bedore's wharf, yet another Southeast Bend light at the
entrance to Little Bassett Channel, and a light on the south side of Squirrel Island.8! By
1913, traversing the St. Clair Flats, even by night, had become a relatively simple exercise

thanks to the installation of these aids to navigation.

Originally, the St. Clair River emptied into Lake St. Clair through seven principal
mouths, or passes, and while each of these passes often afforded good water, especially
the North, Middle, and South passes, all were seasonally obstructed by marly and sand
deposits forming bars in Lake St. Clair, thereby reducing the available depths at the channel
entrance:: from two to six feet.82 Getting stuck in the Flats was a common experience for

passing craft until late in the 19th century.

The channel ordinarily used by vessels previous to the construction of the present

canal was known as the North Channel, and saw improvement from 1855 to 1858 to a

Shid,
8Ubid., 76-77.

82 Annual Reports of the War Department, Chief of Engineers, U.S. Army. (Washington, D.C.:
Government Printing Office, 1896): 2882.
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depth of [1 feet. The Secretary of War in 1857 announced some good news for the St

Clair River area:

I have the honor to acknowledge the receipt of the resolution
of the Senate..."that the Secretary of War lay before the Sennte
any additional information that has been received about the St.
Clair Flats, and a copy of the chart of said flats, and to state the
amount of any additional appropriation, if any, that may he
required for said work.”83

The report was signed by the Secretary of War, the Honorable Jefferson Davis,

who was soon distracted by concerns more vital than the St. Clair River.

The South Channel was also deepened, to a depth of |1 feet in 1858, increased to
13 feet in 1871, to 16 feet in 1874, and to 20 feet in 1887.%4 By the end of the century, this

was the channel of choice for commercial vessels.

By the summer of 1893, a double row of sheet piling had been driven along he
dike; the decayed wooden superstructure was also replaced. The canal now maintained a

minimum depth of 18 feet.

By the turn of the century, the canal was bounded on each side by a dike 7,221 feet
long. These dikes consisted of timber cribs resting upon piles driven into the original
bottom of the shoal, the crib pockets being filled with material dredged {rom the channel

and the crib backed with dredged material.

Rather than describe each bucket of mud, marly, and sand that was dredged from
the St. Clair River, although the details of each cxcavation are quile accessible and the

temptation is great, I will list the appropriations for improving the St. Clair Flats Canal:

83Senate, 34th Congress, 3d Session. (Washingion, D.C.: Government Printing Office, 1857): 1.

841van Walton. "Developments on the Great Lakes, 1815-1943." Michigan History Magazine, Winter,
1943: 121.
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August 30, 1852, $20,000
July 8, 18506...ciiiciiiiiiiiiiniiiiiiiii $45,000
June 23, 18006....iiiiiiiiiiiiiiie e e $80,000
March 2, 1867 ... eieetiee s ia e $150,000
July 25, I80B ..uvveiiiii i e $86,000
April 10, 1869 cevvviniinieriiir it $142,560
July TE 870 . $16,500
March 3, 1871 ittt s e e e e $1,500
June 10, 1872 e s $4,000
March 3, 1873 oottt e ireerrrraneaaananas $100,000
Junc 18, 1878 s $5,000
March 3, 1870 it e ae e $3,000
JUne 14, 1880 cmiiiiiiiiiiniiiiiriieiteeesrirenreeranennes $2,500
AUBUSE S, 1880 .. ceiviirininiiiiiiiiini s $18,750
August 11, 1888, $75,000
September 19, 1890...cciiiviiiciiiiiciniieeiineeeniinnne. $80,00085

These were incredible sums of money for Congress to be spending, indicative of
the importance of not only maintaining the commercial accessibility of the St. Clair River

walerway, but also for improving it to allow increased traffic.

What sort of work was being done on the St. Clair Flats waterway? Besides the
major expense of annual dredging to remove the build-up of sand at the mouth of the

channel, the operating and care also involved paying somcone to do

the routine work of watching traffic through the canal and
reading water gauges....The pile revetment of dikes was slightly
damaged on several occasions by passing vessels, and the
necessary repairs were made. Other minor repairs were made,
such as sccuring loose revetment timbers or plank, and the trees
on the dike were trimmed.86

SSAnnual Reports of the War Department, Chicf of Engineers, U.S. Army. ...1896. Op. cit.,: 2886.

86Aunual Reports of the War Deparment, Chief of Engineers, U.S. Army. (Washington, D.C.:
Government Printing Office, 1901): 3189,
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The 1901 Report of the Chief of Engincers, U.S. Army, makes this explosion in
muarine traffic clear: "For cach ton of (reight then [in 1871, 30 years carlier] passing

through the canal, we now have at least 14 and possibly 15 [tons]."87

The gradual, but determined, increase in tonnage passing through the St. Clair

River at the turn of the century can be seen in this chart:

Year Tons Value

189 viiiiiiiiiiiiiens 22,160,000 .......cc0ivviiiiinnnen. n.i.,
I898.ciiiiiiiicienenns 35,000,000......ccciiiiiiiiiinnns n.a,

1800 . iiiiiiiiieiinnnninns 40,000,000.....ccccvviriinninnnnnn. n.a.

1900, 0 iiiiviiiiiicieenns 42,000,000.....cc0iveiiiineininnnns n.a.

1901 iriiiiieierenns 48,000,000.......ccc0viiiiinnn.. n.a.

1902 niiiiiiiiciinines 41,773,998 i n.i.

1903, i iiiiiciinienenes 42,000,000......ccc0ininiiniiinnnn. n.a.
1904....ciiviviiriiiianeen 38,044,929 . it $403,276,247
1905, i, 51,359,071 e, $483,802,449
1906 ccniiiiiiiinneininnnn, 60,589,441 ...................e 00 5629,524,292
1907 iiriiiiiiiveniiinns 66,271,962......cccevennenn.... . $648,802,508
1908 i iiiiieiieiecinns 50,586,560 .....ccciiiiiiiiiniinnnn, n.qa.

1909, e 62,895,134 . ..cieiiiiiiiiiins n.i.

1910, i, 68,965,947 ...ivviiiiiiiiis $723,452,784
|12 PP 61,498,884....c...ccvvvinnnnnn......$684,482 579
1912 i eiiriiiiiiiiiiiennes 72871,432...ccviivviiniiinnnn.....$795,756,037
1913 iiiiiiiieiinnrenes 78,857,492 .....ccccviiiniinninn......$8506,392,403
1914, neiiiiiiiiiiinnnnnns 63,799,286 ..cccciiiiniinnn $T731,139.818
5 I TSR 76,990,239 v, $953,139,159
| N T 95,370,752 ... $1,010,929,97 1
1917 i 88,738,438 ...ciiiiiiiiiiiinnnns $1,182,883,379
502 & SRR 82,979,184 ......cvvvviiniinnnn.....$955,920,199
FO10. i 50,630,434 .......ceneenennenn.......$924,045,923
1920, i iiiiiiiiiiiiiiiienns 75,602,648...ccccevviiiiinnnnnn. $1,067,509,39088

The tonnage of freight passing through the St. Clair River in the 30 years between

1891 and 1920 quadrupled, so it was logical that expenditures would be made to maintain

871bid., 3188.

88Compilcd from the Annual Reports of the War Depariment, Chief of Engineers, 1.5, Army.
{Washington, D.C.: Government Printing Office, 1892, 1899, 1900, 1901, 1902, 1903, 1904, 1905,
1906, 1907, 1908, 1909, 1910, 1911, 1912, 1913, 1914, (915, 1916, 1917, 1918, 1919, 1920, and
1921.)
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that important navigable river. As it was, most of the expenditures were {or dredging of the

Flats area, in the never-ending struggle against Mother Nature in that delta.

Even during the Great Depression, government, realizing the cconomic importance
of maintaining open thoroughfares for the transportation of goods, added public works
funds to their regular funds for the continuation of the necessary annual dredging of the St.
Clair River. Of the total 1934 St. Clair River dredging expenditure of $1,016,550.01,
$865,744.00 came from Public Works funds.8?

The major changes to the St. Clair River in mid-twenticth-century included a 1930
authorization to deepen the St. Clair Flats Channel to 26 fcet, a widening of the channel
Southeast Bend to 700 feet in 1945, the widening and decpening of the Southeast Bend
Channel and improving the outlet of the old Narth Channel for small cralt in 1946, and. in
1956, deepening the St. Clair River to a minimum of 27.1 [ect to provide safe navigation
by vessels with drafts of 25.5 feet, and constructing a cutolf channel in Canada al
Southeast Bend in order to abandon the old Southcast Bend Channel.% Government
expenditures for work on the St. Clair River alone amounted to over $19,000,000 in 1971-

197291

Of the dozens of aids to navigation along the St. Clair River, the most vital ones,
namely those at each end of the river, have already been described. For an idea of the most
important mid-river representatives of these silent nautical assistants carly in this century,

the following 1921 excerpt gives a factual account:

89Annuat Reports of the War Department, Chief of Engineers, U.S. Army. (Washington, D.C.:
Government Printing Office, 1935): 1268.

90Annual Reports of the War Department, Chief of Engineers, U.S. Army. (Washington, D.C.:
Government Printing Office, 1972): 31-42, 31-43.

Nrbid,, 31-34.
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|There are] many lights on the St. Clair River to help the
sailor....There are range lights at Point Edward, a gas buoy at
the head of the middle-ground at Port Huron, also one at the head
of Stag Island. There are ranges at Corunna, a beacon at
Marysville, Stag Island lighthouse, gas buoy at St. Bernard's
Point, one at the head, middle, and end of the bar at St. Clair,
lighthouse at Recor's Point, gas buoy at cach end of Faron [sic;
this should read "Fawn”] Island, and onc at the head of Harsen's
Island. There are ranges at the mouth of the Snye Cart [sic; this is
the “Chenal Ecarté”] and at Harsen's Island, two beacon lights on the
shore of Walpole Island and on Squirrel and Russell Islands. The
south cast hend shows scven lights and lower ranges on
Russell's Island. There is a lighthouse on the center pier of the
St. Clair Ship Canal, a gas buoy and lighthouse in the center of
the pier at the south end of the canal.?2

As long as people sail the Great Lakes, and regardless of the size of their vessels,
or the extent of their navigation and safety cquipment, and how skilfully they can use them,
there will always be risk and danger. In fact, the Great Lakes offer us a box seat from
which Lo view the panorama of life itself --- the struggle of humanity against the forces of

naturc. The best scat in the house is along the shores of the St. Clair River.

":'_lilllclinc Jenks Crampton. History of the Saint Clair River. (Written for the Centennial of the Founding
of St. Clair County on May 8. [821. Dated June 13, 1921): 16.
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CHAPTER V

Insurance and Great Lakes Maritime Losses

A 1919 treatise cntitled "St. Lawrence and Great Lakes, Marine Insurance
Possibilities” by Henry Timmis of the the New York City Insurance Broker {irm of
O'Keefe and Lynch, perhaps best summarizes the magnitude of shipping traffic on the St,

Clair River early in this century:

We now proceed up the St. Clair River..to reach the cities
of Port Huromn, Michigan, and Sarnia in Ontario. It is at one of
these four points [the other two being the previously mentioned cities of
Detroit and Windsor] that one comes to realize the magnitude of the
transportation business on the Great Lakes, Vessels of all kinds,
but chiefly cargo carriers, are passing up and down during the
season of navigation in a continuous stream. ‘There is
undoubtedly more marine traffic passing this point t(han any
other place in the world, It has heen stated that during the period
of navigation on an average a vessel passes the city of Detroit
every minute of the day and night during the entire open
season.?3

Marine traffic increased significantly on the Great Lakes in the mid-1800's, and
underwriters were there from the beginning, utilizing a system ol vessel evaluation based
upon age and condition. Canada, such as it was in 1854, used the British system: vessels
wishing insurance were inspected annually at tiie owner's expense, and the ship's rating
duly registered with the underwriters, who publish(‘:‘d'lhc results. A First Class registration

was identified by the symbols "*A.1." or "A.l1.,” which meant that the vessel had no

93 Live Articles on Marine Insurance.” A series of articles reprinted from "The Weekly Underwriter,” [918-
1919. (New York: The Underwriter Printing and Publishing Company, 1919): 93,
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difficulty obtaining insurance at the standard rate because it was either a new ship or had
recently been rebuilt and overhauled. A Second Class registration used the symbol “£." in
the registration book; for all vessels bearing this mark, five per cent was added to the
insurance premium on vessels and cargoes. These carriers were considered relatively safe
insurance risks on an individual trip basis, but for the owner of such a vessel wishing to
purchase coverage for the entire scason, a ten per cent additional fee was levied. A Third
Class registratio::, ». prescnted by the symbol "E.," was considered a poor risk, with ten
per cent being added to the premium of insurance on all vessels and cargoes shipped by
them bearing this mark; no season policy could be issued on a vessel classed "E." The
"scarlet letter” in Canadian Great Lakes marine insurance registration was "Z." No
insurance could be taken on any vessel bearing this mark, or upon any cargoes shipped by

them.%4

Some examples of these various classifications are in order. Most vessels listed in
1854 were classified as First Class; undoubtedly, the underwriters' records do not list all of
the vessels operating on the Great Lakes out of Canadian ports at that time, since owners
who knew their ships would fail to make that grade declined inclusion in an annual
inspection, and risked operating their vessels with no insurance safety net. Similarly, any
business they won likely came their way knowing that an uninsured vessel operated as
such; cargo owners had to decide if the cheaper rate was worth the risk of utilizing an

uninsurcd hull to convey their goods.

Iron as hull construction material was relatively new in 1854, but it was recognized
as being much stronger than wood, and, hence, less of a risk for an insurance company.
For example, the 300-ton steamer, Peerless, built at Niagara in 1853, appraised at £15,000

and rated the highest, "A.1*," for both hull and cargo, earned the impressive remarks,

94"Register of British Shipping, Inland Waters, 1854." (Toronto: George E. Thomas & Co., 1854): pages
not numbered.
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"Built of iron. Engine 200 horsepower.” Many wooden vesscls also carned top rating; the
800-ton wooden propeller, Brantford, built in St. Catharines in 1851 and deemed to have a
value of £5,000 in 1854, carned the "A1*" classification, with the remark, “Good cngine.”
The small, wooden, fore & aft schooner of 120 tons, Paragon, buill in Oshawa in 1853,

was described as "well built" and valued at £2,000; i, too, carncd the "AT*" rating.

Among the vessels rated "/&" was the 1847, Chatham-built brigantine, W. D.
Eberts, appraised at having a value of £1,500, but with the remark that the vessel had been
strained with a load of railroad iron in 1853, which presumably had weakened ber hull

integrity and knocked her down a notch in insurance ratings.

The Isabella, a fore & aft schooner built at Kingston in 1835 and rebuilt
Cobourg, Ontario (or Canada West, as it was known then), in 1844, was valued at only
£300 in 1854, classified "E" for both hull and stores, with the remark that she was "fit only
for lumber" {meaning operation in the lumber-transporting trade only.) Similarly, the 110-
ton scow-schooner, Square Toes, built in Chatham, Canada West, by W. Eberls &
Company in 1850, rated an "E" category, with a value of £350 and described as "only fit

for staves."

In the entire 1854 rostrum, only one vessel carned & "Z" rating, much to the
probable embarrassment of her owner. The small scow-schooner, Flying Dutchman, buill
in 1845 and registered at Port Rowan, was valucd at only £150 and declared "only fit lor

lumber."95

In the United States, by the mid-1860's, a "Lake Vessel Register” detailed a system
of classification that stayed in use until well into the twenticth century. This annual register

made it clear that this information was the "Private Property of the Board of Lake

S1bid,
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Underwriters, designed exclusively for the use of its Members in effecting Insurance, and

for no other purpose whatever."%6

This system of classification, adopted by the Board of Marine Inspectors in August,
1856, and approved by the Board of Lake Underwriters in February of the following year,
divided vesscels into three classes --- A, B, and C --- with each class further divided into
two grades, namely, Al and A2, Bl and B2, and C1 and C2. Barges, being low-priority
vessels, were classed simply by number; No. | and No. 2 were eligible for grain cargoes,

while No. 3 was for lumber and similar freight.

In accordance with the rules of the Board, vessels built of wood were entitled to the
Al classification for five years, at the expiration of which time, if the ship was sound and
in good order, she was classified A2 for a period of three years, B1 for two years, B2 for

two years, before sliding automatically into Class C.97

New vessels that, for whatever reason, were classed as A2, were entitled to remain
in that grade for five years, Bl for three years, B2 for two years, and from there,

procceded into Class C.

At any time, however, vessels are liable to be surveyed, and
if from any cause whatever, such as stranding, collision, dry rot,
or deficiencies in material, &c., a vessel be found unworthy to
remain in her Class, she shall be placed in the grade to which
she is entitled. But if the damage or deficiencies be promptly
made good to the satisfaction of the Inspector, shc may remain
in her Class.98

96 ake Vessel Register.” (Buffalo, New York: The Board of Lake Underwriters, 1866): title page.
Mibid.
RBibid.
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The Board of Lake Underwriters took into consideration vessels that were rebuilt,
or which received extensive repairs. These vessels had the potential of having their grade
either continued or raised. But in no case could any vessel continue in the Al classifteation

longer than five years, or be raised to that grade after that age.

Again, ships built of iron gained status and time. If built of proper thickness and
strength, was well-fastened and divided into three or more watertight compartments, these
vessels were entitled to the Al rating for ten years, followed by six years in A2, four years
in BI, four years in B2, and then into Class C. Iron vessels were always subject to the
same exceptions and rules that governed the classification of sail vessels and propeller-

driven steamers constructed of wood.

Lastly, flat sail vessels without good "bilge pumps and bilge limbees," or sail
vessels rated B2 or lower, or scows of whatever grade, were not, generally, considered
desirable for carrying grain or other similar cargoes.?” Undoubtedly, this ruling reflected
the concern for the safety of the wooden vessel and crew should the grain cargo get wet

and expand.

The constant threat of explosion on board steam-powered vessels prompted their

mandatory inspection by government inspectors,!®

By the early 1880's, Great Lakes underwrilers who were members of "The Inland
Lloyds" were given lists of vessel classifications for use "in the prosccution of Luke
Insurance."!0! The "C" rating had been replaced by "00" (cyphers), a class that was not
insurable. The "A" and "B" classifications had also been altered; their subdivisions now

included Al*, Al, AllY,, A2, A2/, Bl, Bl!/,, and B2. Vessels marked with a "*" had

Oibid,
100The Cleveland Herald, Sept. 20, 1883,

101"vessel Classification of The Inland Lloyds, Canadian Hulls, 1882." (Buffalo, New York: Primting
House of Matthews, Northrup & Company, 1882): title page.
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added strength build into them in the form of diagonal iron strapping on the vessel frames
before the planking was attached. Another factor that increased the insurance rating of a
vessel was the existence of iron banding, referring to a band of iron that was run around

the vessel at the heads of the frames, to which diagonal strapping was riveted.102

Rates for insuring grain cargo varied. The following list of vessel trip rates on grain
cargoes moving out of Chicago appeared in 1883, a year in which marine insurance agents

argucd that there was no money being made in business because rates were so low:

From Chicago (ratcs are on each $100) Al. Bl.
To all ports on Lake Michigan $0.10 $0.20
To all ports on Lake Superior $0.20 $0.22
To all ports on Lake Huron, to the Detroit River $0.10 $0.20
To all ports on Georgian Bay $0.10 $0.20
To all ports on Lake Erie $0.10 $0.25
To all ports on Lake Ontario $0.25 $0.27'/,
To Montreal $0.40 $0.44103

In marine circles, the talk was that these extremely low rates would not last very
long. The following year, in order to survive, the Chicago marine insurance pool hiked its

rates dramatically. The press provided an update on the war on hull insurance:

Vessel owners are still profesting against the rates of hull
insurance....The Vessel Owners' Association of Chicago are
preparing a plan of action which they think will render
incffective the tariff made by the pool. They are also sending
circulars to owners at other ports asking their cooperation. It
has been reported that several Eastern companies not bound by
the agreement will go into the lake business and write straight A
hulis at 4 per cent....[04

1024p14,
13T he Cleveland Herald, May 18, 1883.
14 The Cleveland Herald, April 2, 1884.
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On October 28, 1884, the Chicago Board of Marine Underwriters adopted the

following rates on grain cargo insurance, elfective October 31, 1884:

From Chicago (rates arc on cach $100) "A" Vessels
To all ports on Lake Michigan $0.75
To all ports on Lake Superior $1.50
To all ports on Lake Ontario $1.30
To Buffalo $1.00
To all ports on Georgian Bay $0.90
To Sarnia $0.80
To Montreal $2.00
To Montreal (special) $2.25

Add 10% on "B1" vessels, 105

In late 1884, the loss of three vessels, all older, all "B" classification, and all loaded
with grain, caused an uproar in Great Lakes marine insurance circles. The barque, Arabia,
sprang a leak and sank near Tobermory in Georgian Bay, the schooner, Golden West,
foundered nearby, and the Fillmore ran on Waugoschance Recl. While vessel owners
claimed that "B1" vessels were not any more liable to run on a reef than "A 1" vessels,
prominent marine insurance men raised objcctions Lo insuring cargoes shipped in "B1"

class, attempting to have such vessels tabooed in the futurc. Onc of them stated,

But for the competition which has existed between the
companies doing marine business, no BI vessels would have
been engaged in carrying grain this scason. Last fall's record
shows that more Bl vessels, loaded with grain, were lost than
any other class. Why is it so? In the first place, a B1 vessel is
generally pretty well advanced in years, and needs a pretty
thorough rebuilding. She is classed B1 because there is rot of
four inches in frames, either forward or aft, for an average of ten
frames. Of course, there are other defects which I will not
mention. There is no use to talk about the matter; these B
vessels cannot carry grain as safely as Al or All/,, vessels, and

105The Cleveland Herald, Oct. 29, 1884.
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I helieve that grain cargoes will be written only on A vessels in
the future.!00

A month later, the Chicago Tribune, printing a list of disasters to lake shipping for
the year 1884, including estimated losses and insurance, concluded, "It has been clearly
demonstrated that a vessel rating lower than A2 is not suitable for the grain-carrying trade,
and the owners of low-grade craft will doubtless have to confine their boats to cargoes that

will float."107

In the early 1880's, insurance companies on the Great Lakes also became aware
that vessel owners were assuming that, if they insured the hull and cargo of their steamer,
the engincless barge being towed behind that steamer was covered by this insurance. This

loophole was quickly plugged:

Insurance agents have announced that hereafter double
preminms will be charged on cargees in boats that run in
couples --- that is, steamers and consorts, cither pushing or
towing. Several accidents have lately occurred to such boats, the
agents deem it necessary to charge extra premiums. Boat owners,
who have to pay these premiums out of their freights, are rather
indignant over the increase.! 08

Late scason insurance became a controversial topic in the mid-1890's, when vessel-
owners attempted to squeeze the most out of the shipping season in their efforts to insure
both their steamers and their towbarges beyond the usual December [st cut-off date. One

insurance agent stated,

106The Cleveland Herald, Oct. 30, 1884,
107The Chicago Tribune, Nov. 27, 1884,
108The Cleveland Herald, June 5, 1883.
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I cannot see much danger in navigating the lakes in
December, but when barges are put behind them, they are in no
shape to meet ice ficlds. In my opinion, every tow bharge should
be laid up by December L. As it is now, with boats fully
insured, the risk falls catirely on the underwriters. 1If the boats
get through all right, the owners make a good freight, but if
they do not, the underwriters pay for it. 109

By 1895, steel vessels were insured at from 25/ to 3 per cent of their value on
yearly policies, covering not only losses to which they may have been subjected, bt also
for liability for collisions, in which they were held fiable for the ioss of the other ship.
Wooden steamers in the "A1" class were charged about | per cent more, largely on account
of the increased fire risk. For lower classes (the "B's," for example). the insurance rates

varied from 6 to 15 per cent.!10

By the beginning of the twenticth century, vessel classilication took more luctors
into consideration, although fewer categorics existed; the B11/, and B2 classifications had
been eliminated. Additional selling points were listed for each vessel possessing them,
namely things like "S. S. C." ("Smoke Stack Cased"), "S. P. W." ("Steam Pump Well"),
"Dou. Bo." ("Double Bottom"), "E. L." (Lighted by Electricity"), "B. S." (Bows Shcathed
with iron at Light Line"), "B. S. L." ("Bows Sheathed with iron at Load Line"), "B. S. L.
L." ("Bows Sheathed with iron and Light and Load Linc"), and under the heading of
"Construction,” "S" for Steel, "I" for Iron, "W" for Wood, and "C" for Composite, which

was a combination of iron and wood hull construction.!!}

A few examples of the insurance history of vesscls that sank in the St. Clair River

will illustrate the rating system in use. The schooner, Charles Spademan, built in 1873 at

109The Derroit Free Press, Dec. 14, 1895,
NOThe Derroit Free Press, Dec. 26, 1895,

11»yegsel Classification of The Intand Lloyd's, Canadian Hulls, 1902.” (Toronto: Dudgeon & Thornton,
1902): title page.
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Marine City, Michigan, near the shores of the St. Clair River, sank after being holed in a
collision in that river in July, 1903. Even though this ship was described as being "of the

type now rapidly disappearing from the lakes,"!12

she was salvaged, repaired, and
returned 1o service for another six years before becoming a total loss when ice cut through
her hull near Put-in-Bay, Ohio, in Lake Eric in December, 1909, The Spademan began life
as a low-category vessel, being a "B1" insurance risk by the age of two in 1875 when her
value was listed as $10,000. By 1882, she had slid down to "B1'/;," and to "B2" by 1885,
when she had an appraised value of only $3,000. Early in 1889, the Charles Spademan
needed some major repairs; her insurance classification fell steeply to "00," meaning that
she was no longer insurable. That spring, her aft timbers and centreboard case were
recaulked, which elevated her to "B1!/," again, with an appraised value of $4,000. By
1894, she was worth only $2,500 and rated "B1." Her deck was completely replaced in
1896, which raised her insurance classification to "A2" and her value to $5,000. More
repair work was performed in 1906, resulting in an "A2" classification again, with a value

of $3,500.113

The wooden steamer, Robert C. Wente, measuring 141 feet in length and valued at
$40,000 at her first inspection on June 7, 1888, was launched that year at Gibraltar,
Michigan. Seven years later, this vessel was still appraised as an "A1*" ship with a value
of $25,000. By 1899, she rated A1/, valued at $18,000. In 1906, repairs kept the vessel
at her 1899 rating, but her value could not be maintained, and it slid to $12,000. By the
time the Robert C. Wente burned in the St. Clair River on July 1, 1927, she was quite an

old vesscl, no longer insurable. 14

U2The Port Huron Daily Times, Friday, July 17, 1903.

[132Ship Information and Datw Record® on the Charles Spademan. The Herman G. Runge Collection,
Milwaukee Public Library, Milwaukee, Wisconsin,

P4 Ship Information and Data Record” on the Robert C. Wente. The Herman G. Runge Collection,
Milwaukee Public Library, Milwaukee, Wisconsin,
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A year after the three-masted schooner, J. Muria Scott, was launched in 874, her
value was placed at $20,000 and she rated “A1." When she burned at Port Huron,
Michigan, on March 9, 1901, she had been renamed White Star and converted to
propeller-driven steamer, but she was worth only $7.000, and her insurance classilication

had dropped to "B1."13

Early in the twenticth century, an analysis of the insurance companies' records of
losses would show that the most dangerous part of the Great Lakes Ly between Lake
Huron and Lake Erie (meaning the St. Clair River, Lake St. Clair, and the Detroit River).
The financial losses due to collisions and groundings in these arcas was duly compared to
the Soo passage between Lake Superior and Lake Huron, which, untit the late 1890,
furnished an appalling list of disasters. Then, at the request of vesse!l owners, the
government stepped in and undertook the regulation of matters. Ships no longer cascaded
past each other out of control at full speed in the narrow channels of the St. Mary's River;
with the rigid enforcement of rules came safety. The resulting fewer accidents in that once-
perilous passage prompted similar government regulation in the waters between Lukes

Huron and Erie:

It is the prevailing opinion among vessel owners that
some such action must be taken in regulating traffic in the
narrow channel between Lake Erie nnd Lake Huron....The
question will be brought up at the meeting of the Lake Carriers
Association in Detroit next month, and if a way to regulate
navigation without being too onerous in the loss of time can be
found, it will doubtless reccive the sanction of that body...!!%

1154Ship Information and Data Record” an the White Star. The Herman G. Runge Collection, Milwaukee
Public Library, Milwaukee, Wisconsin,

116The Duluth Weekly Herald, Dee. 12, 1900.
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A year later, in a summary of the losses during the season of shipping on the Great
Lakes, the treachery of the St. Clair and Detroit Rivers again featured predominantly in the
mediu:
The one item of 133 losses to ships in the crowded channels
between Lakes Huron and Erie the past season of navigation has
called the attention of vessel owners and underwriters to the dire
need of government protection in the handling of vessel property
in that, the most impoitant waterway on this continent, if not in
the world. Through no other channels anywhere is as much
freipht carried as through the Detroit and St. Clair rivers.
Although the procession of boats is a constant one, every

captain is for himself and vessel owners and underwriters pay for
the liberty or licence....! 17

Lastly, a bricf look at the marine insurance characteristics of the year 1918 will

bring us further into this century.

The rate of insurance on steel vessels on the Great Lakes remained fixed, unlike that
on occan vessels; in 1918, the rate was 3%/, per cent. On wooden vessels, the rate, of
course, varied according to the age of the vessels and their navigation limits. In 1918, there
were 551 losses reported, of wiich 216 constituted claims to underwriters; 52 resulted
from ice damage (it was not until the middle of June that year that ships were able to sail
without danger of sustaining damage from ice.) Claims resulting from vessels striking
docks, bridges, ctc., numbered 40. There were 39 collisions, 26 groundings, and 23

strandings.!18

Another form of vessel insurance was becoming popular on the Great Lakes in
1918, namely "detention earnings” insurance, universally charged at 4/, per cent, which

committed the underwriting company to pay so much per day to the vessel owner,

"W The Detroit Free Press, Dee. 15, 1901,

VI8 jve Articles on Marine Insurance.” Op. cit,, 97.
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according to the amount of his policy, for cach day in cxcess of seven days, but not
exceeding 26 days, that his vessel was detained by casualty from performing her service,

other than by total loss.!1?

The year 1918 was an especially bad year in that the number of partial losses
exceeded thosce of other years. However, when one considers the snall premium that was
being charged on these vessels in comparison to the amount being insured, it could be

casily seen that one loss could tear quite a hole in the premium account.

After 1918, the Great Lakes marine insurance business continued essentially to
follow the structure already in place, varying only such things as, for example, the
fluctuating rates per unit of the cargo’s value. The specific St. Clair River losses that are

detailed and examined in Chapter Seven will revive the topic of marine insurance.

19pid., 96.
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CHAPTER VI

The Legalities of Great Lakes Salvage

The evolution of a practical and blissful cooperation in Great Lakes navigation
policies between the United States and Canada may insinuate, to the optimist, that a similar
situation exists in other arcas. Unfortunately, such is not the casc. The yellow brick road to
an idealistic Great Lakes Compact is a long one, particularly in the topics of salvage and the

laws.

For the purposcs of this thesis, a simple definition of "salvage" would be the
preservation of life or property from some of the many dangers that may be encountered by
shipping on the Great Lakes. Prior to World War Two, the common acceptance of the term
would have been in reference to the recovery, as soon as possible after a maritime mishap,
of a ship and/or its cargo. In more recent times, this would, more often than not, mean the
recovery, legal or otherwise, of artifacts or other items from submerged cultural resources.
Once the sole realm of hardhat divers and their crews struggling with the elements to
overcome the challenge of snatching back, from the clutches of an environment neither
natural to humans nor conducive to their survival, property of contemporary value, salvage
today includes the concern of maritime archaeologists over the activities of commercial and

sport scuba divers.

Since 1679, the Great Lakes have nurtured a burgeoning, subaqueous graveyard
for literally thousands of the non-aboriginal watercraft which have dared to venture
thereon. LaSalle was certainly more concerned about the monetary value of the beaver pelt
cargo and his vessel when the Griffon sank than he was in leaving any physical evidence of

his failed venture for future archaeologists and historians. Since his day, if a shipwreck
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was not salvaged, it was simply because it could not be located. or it was in an
unsalvagable condition c.g. too deep, too badly broken up, or otherwise too inaccessible,
and hence abandoned, or it was abandoned for not being valuable enough to warrant the
cost of salvage. It is particularly for this abandoned or unclaimed property that complicated
ncw legislation has emerged since the development of recreational scuba diving alter World

War Two.

Because the subject vessels of this thesis sank beneath the waters of a connecting
Great Lakes waterway, their legal status an7: disposition are influenced by the doctrines of
maritime law. The admiralty laws existing in the United States and Canada have, in large
part, been inherited from principles derived {rom Old English common faw and the English
statutes derived thereto. Conscquently, where controversies arise over the ownership of

sunken vessels, frequent reference is made to the Statute ol Westminster:

Concerning Wrecks of the Sea, it is agreed that where & Man,
a Dog, or a Cat escape quick out of the Ship, that such Ship nor
Barge, nor any thing within them, shall bhe adjudpged wreck; but
the Goods shall be saved and Kkept by view of the Sheriff,
Coroner, or the King's Bailiff, and delivered into the hands of
such as are of the Crown, where the Goods were found; so that if
any suc for those Goods, and after prove that they were his, or
perished in his keeping, within a Year and a Day, they shall be
restored to him without delay; and if not, they shall remain to
the King....120

This assertion of ownership over the abandoned or unclaimed property recovered

within the King's territorial jurisdiction was an cxample of what has been termed a royal or

120S1atute of Westminster, 3 Edward 1, ch. 4, (1275). "In case of salvage, the time was extended to a year
and a day, in accordance with the Norman law of 1234, during which the owner might sue for his
goods.” (Frederick C. Hamil. "Wreck of the Sea in Medieval England,” a chapter in A, E. R, Bouk, ed.
University of Michigan Historical Essays. (Ann Arbor: University of Michigau Press, 1937); 16,
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sovereign prerogative. That is, included within the inherent and sovereign authority of the

Crown is the right to claim ownership to those items which are without a known owner.

The interpretation and scope of the maritime laws existing in Great Britain at the
time ol the American Revolution have subsequently been given slightly different
construction by the United States. Both the English and American rules agree that the
original owner of a sunken vessel does not forfeit his property interest therein unless it be
established that the vessel has been abandoned, that the original owner has relinquished all
legal claim to the item. It is also well recognized that such a divestiture may be expressly or
constructively demonstrated, as by disclaimer or by a lapse of time coupled with no
rccovery cfforts. In admiralty law, while a vessel may not be abandoned in the sense that
its owners have intentionally relinquished all claims thereto, the vessel may still be what is
termed a “derelict,” and therefore subject to salvage or recovery. To constitute a derelict in
the law, it is sufficient that the ship or cargo is found deserted or abandoned upon the seas,
whether it arosc from accident or necessity, or voluntary dereliction, without intention to
return or hope of recovery.!2! In such instances, aithough the original owner may retain

his property interests, the salvor may have a lien against the vessel for services rendered.

A salvor, therefore, who meets the conditions of success,
danger, and voluntariness in carrying out his service on a

121)0seph N. Gores, Marine Salvage, the Unforgiving Business of No Cure, No Pay. (New York:
Doubleday & Company, Inc., 1971} 493, Mr. Gores also gives some interesting definitions and
distinctions regarding other salvage terms: "wreck” is limited to those portions of ship or cargo that
have been siranded upon the land, This includes anything that previously was part of the vessel, its
apparel, or ¢argo. The courts have held, for instance, that rigging, gear, nets, buoys, and floats from
fishing boats...are legally “wreck” (hence subject to salvage) if cast upon the shore; “flotsam” is goods
from a ship that has been sunk (or otherwise perished) that float upon .2 sea; “jetsam” is goods from a
ship in danger ol being sunk that have been cast overboard to lighten the ship. This applies only to
these poods if the ship subsequently actually sinks. No definition seems to exist, under admiralty law,
for such goods il the ship does nor sink; but popular usage includes under the term “jetsam” all
jettisoned goods no matter what the vessel's subsequent fate; "lagan” is goods that, like jetsam, are cast
imto the sea from a ship that subsequently sinks. Since these goods are themselves so heavy that they
also will sink, however, the mariners, before throwing them overboard, “to the intent to have them
again, tie to them a buoy, or cork, or such other thing that will not sink, so that they may find them
again.”
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recognized subject of salvage, is legally entitled to remuncration
unless negligence or misconduct on his own part precludes such
remuneration. 1f a legal and binding agreement of the amount to
be reccived has not previously been reached between the salvors
and the salved vessel's owners or representatives, the court will
also fix and assess the amount to be received. In admiralty court,
twenty-six separate classifications of salvage service to a ship in
danger are recognized.!22

It should be pointed out that the salvor who failed to accomplish his "no cure, no
pay" salvage job did not always lose cverything he spent in the attempt. The salvager could
recover, on a contractual basis established before salvage began, expenses, losses, or

damage to his equipment incurrcd during the unsuccess{ul operation,

This situation of derelict is not without complications:

Since the term DERELICT depends in its application upon
the intentions and expectations of the captain and crew when
they desert their vessel, a court attempting to determine whether
a ship has been legally abandoned often has a very sticky time of
it. Obviously a ship does not become derclict because (he men
were forced to flee her for fear of their lives, or in search of aid,
or to turn her over to a salvor. On the other hand, a crew
abandoning a vessel with no intention of returning, but who
then are blessed with a weather change that permits their return,
do not by the act of returning rcader the ship ros derelict.! 23

Thus far, the British and American treatment of sunken vessels which are recovered
by one other than the original owner are consistent. However, where the claims of the
original owner are not in issue, where the contest is between the sovereign and the finder,
the harmony ceases. The American rule has gencrally held that, absent a valid claim from
the original owner, title to the recovered vessel shall vest in the finder. The British, and, by

way of heritage, the Canadian, version declares that the sovereign shall hold the items

1221pid.
1237pid.
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recovered from the sca. The United States has never statutorily asserted its intention to
exercise whatever sovercign power it may possess over the proceeds of derelict property,
except to the extent that certain rights are reserved with respect to sunken vessels which
constitute obstacles to navigation, a definite problem in narrow, shallow rivers with high
volumes of shipping traffic, such as the St. Clair River, where sinkings resulting in

navigation blockage were common.

In the United States, federal sovereignty, whether tested or not, is sometimes
challenged by state sovereignty. An individual state may choose to exercise its own
sovereignty and an express state statute may validly claim ownership for the state, as in the

casc of Murphy versus Dunham, discussed later. It has been argued in Michigan, for

cxample, that sunken vessels lying upon the subaqueous bottomlands of the Great Lakes
bordering Michigan have, when derelict, adhered to Michigan in her sovereign capacity, for

these bottomlands are owned in fee by the state.

Numerous Federal court cases have established precedents regarding ownership

and salvage of sunken or otherwise wrecked property.

The first case, Mason versus Ship Blaireau, occurred in 1804 in the Atlantic Ocean

trade route between the United States and Europe, and presents some interesting facts.
Captain Mason of the British ship, Firm, investigated a distress signal from a mariner alone
aboard the French ship, Blairean. The latter vessel had been run down by a Spanish 64-gun
ship called the St. Julien, and sustained damage which put about three feet of water in the
Blaireau's hold by morning. The Spanish commander, not being able to wait for an attempt
to repair the Blairean, took the crew and passengers on board his ship, excepting one man,
an [rishman named Thomas Toole, who could not be found. Toole, realizing he was left
alone on a sinking ship, raised a distress flag, which was sighted by Mason the next day, at
which time the water in the hold had increased to the point where the vessel had an

estimated 12 hours of life left. Mason made repairs 0 the French ship and set up a pattern
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of regular pumping after having transferred six of his crew to the Blairean, where they
joined Toole, and both vessels sailed the great distance to Chesapeake Bay over the next
nineteen days. A salvage claim was then filed in United States District Court by involved
parties for the Blairean and its cargo. Mason had retained for his own use a large portion of
the cargo removed in his efforts to save the vessel, and the French consul, on behall of the
owners of the Blaireau, charged Mason with embezzlement to the amount of almost

$2,000.00. Claims were appealed to the United States Supreme Court. 124

This was the case of a French ship saved by a British ship and brought into a port
of the United States. The question of whether or not a court of the United States had
jurisdiction was casily resolved; an admiralty court may have jurisdiction by submission,
and the United States Supreme Court ruled that all parties legally submitted 10 U, S.

admiralty jurisdiction.

The court made some interesting rulings: Vessels derelict arc droits of the admiralty,
and in these cases, the crown is liberal in its rewards of the salvors. No fixed raie of
salvage has yet been adopted in cases of this kind, but that it depends upon the sound
discretion of the court applied to the circumstances of each particular case. About two-{ifths
of the value of the Blaireau and its cargo was awarded to the salvors.!25 The six crew who
had tranferred to the sinking Blaireau were awarded vast sums for the times; William
Stevenson, the first mate, for example, received "the sum of two (housand two hundred
and sixty-nine dollars, eight cents, and ninc dimes."126 His nincteen days of labour netted
him many years' worth of first mate's salary. Another man transferred 1o the Blairean was

identified only as "Negro Tom," and the district court had carlier decided:

124pecisions in the Supreme Court of the United Swates. "William Mason and Others, Libellants, versus
Ship Blairean.” (Washington, D.C., February, 1804): 240-241.

1251pid., 267.
1261p:d4., 246.
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.that there be retained a..sum of eleven hundred and thirty-
four dollars and fifty-four and three quarters cents in this court,
to and for the henefit of such person or persons as may hereafter
make title fo the same as owner or owners of the said Negro
Tom.!27

A later circuit court, as well as the Supreme Court, agreed with the above ruling
regarding Negro Tom, and a Reverend John Ireland, formerly from Maryland but living in
England, came forward as Tom's owner. Reverend Ireland agreed that, upon receipt of his
salvage money, he would "manuwit [that is, frec from slavery] the said Negro Tom,
according to the law of the state of Maryland, and will pay the said Negro Tom one fifth
part of (he said salvage money...."128 For Tom, the Blaireau case became a double

windlalt,

Captain Mason fared the least; his confiscation of a portion of the Blaireau's cargo
for his personal use was not viewed lightly, and, although the charges of embezzlement
were dismissed, his sole reward for the salvage was the property which he had taken,
amounting in valuc to less than what his first mate had been awarded by the court, which

was summarized thusly:

Sanlvage is grounded as well on the trust which the salvors
have taken upon themsclves, as on their risk and labour. Should
they, after saving the thing, wantonly destroy it, or even suffer
it to be lost by gross negligence, they would make themselves
linble to the owner. Hence a duty and trust is imposed upon
them by the situation in which they have placed themseclves; and
if, regardless of that duty, and in violation of that trust, and of
the principles of moral rectitude, they attempt to plunder, to
rob, to embezzle the property, they lose the character of salvors,
and approach towards that of robbers and pirates. In such a case
they cease to be meritorious; they forfeit whatever right they

27 1hid., 244.
[281pid., 247,

3
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might have had, and to award them salvage would be to veward
their crimes. They ought ot to receive salvape upon that which
they did not mean to save for the benefit of the owners, but to
appropriate to their own use. Salvage is given, upon principles
of public policy, to e¢ncourage enterprise, honesty and
humanity....

While the general interests of society require that the most
powerful inducements should be held forth to men to save life
and property about to perish at sca, they also require that those
inducements should likewise be held forth to a fair and upright
conduct with regard to the objects thus preserved.!2?

The court concluded that $21,400 (two-fifths the value of the Blaireau and its
cargo) was sufficient retribution for the salvage performed, allowing a disbursement of
one-third of the whole amount to the owners of the vessel, Firm, and her cargo, and the
remaining two-thirds to be divided among those who navigated both ships, the Firm and
the Blaireau, excluding Captain Mason, in the proportions previously directed by the circuit

court. 130

The next Supreme Court precedent took place in 1851, in The Propeller Genesee

Chief versus Fitzhugh. The propeller-driven vessel, Genesce Chief, collided with the

schooner, Cuba, during the night of May 6, 1847, on Lake Ontario. The Cuba quickly
sank with all cargo aboard. Both 50-ton vessels were registered in the state of New York,
and the incident occurred in U. S. waters, so it was not an international matter. The Cuba
carried almost 6,000 bushels of wheat from Sandusky, Obhio, towards Oswego, New
York, while the Genesee Chief was light, i.c. empty of cargo. The owners of the Cuba

filed for libel against the Genesee Chief and her master.!3!

1291pid., 261, 267.
1301piq., 271,

131 pecisions in the Supreme Court of the United States. "The Propeller Genesee Chief, her Tackle,
Apparel, and Furniture, William L. Pierce, master, Alexander Kelsey, William H. Cheney, William
Hunter, Lansing B. Swan, George R. Clark, and Elisha B. Strong, Appellaats, versus Henry Fitzhugh,
DeWitt C, Littlejohn, and James Peck.” (Washington, D. C., 1851): 471-473.
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The matters of who was on watch at the time of the collision or which vessel
strayed from its course are of little consequence, as the case became a political issue. The
defendants claimed that United States admiralty jurisdiction on the Great Lakes was
unconstitutional, but the lower courts found in favour of the plaintiffs, Fitzhugh, et al, The

Supreme Court ultimately agreed.

The defendants had argued that the collision had occurred within the terrritorial
boundaries of New York state, and not on the high seas or any other body of water where
the tide e¢bbs and {lows, and therefore, they argued, the federal court had no jurisdiction
over the matters of the case,!32 They felt that the authors of the Constitution limited the

admiralty power's jurisdiction to tide-waters, clearly not a Great Lakes area of concern.

...These lakes are in truth inland scas. Different states border
on them on one side, and a foreign nation on the other. A great
and growing commerce is carried on upon them between different
states and a foreign nation, which is subject to all the incidents
and hazards that attend commerce on the oceans....

..on¢ of the great objects of the framers of the Constitution:
that is, a perfect equality in the rights and the privileges of the
citizens of the different states; not only in the laws of the
general government, but in the mode of administering them.
That equality does not exist, if the commerce on the lakes and
on the navigable waters of th. West are denied the benefits of
the same courts and the same jurisdiction for its protection
which the Constitution secures to the states bordering on the
Atlantic....

The jurisdiction is Fare made to depend upon the navigable
character of the water, and not upon the cbb and flow of the
tides. If the water was navigable, it was deemed to be public;
and if public, was regarded as within the legitimate scope of the
admiralty jurisdiction conferred by the Constitution.!33

1321bid., 472.
33bid., 482, 483, 486.
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The Supreme Court ruled that admiralty and maritime jurisdiction granted to federal
courts under the United States Constitution is not limited to tide waters, but extends (o all
public navigable lakes and rivers, where commeree is carried on between states or with
foreign nation. Admiralty jurisdiction thereby includes the Great Lakes as inland seas. This
principle reflects differing conditions found in the United States as compared with Great
Britain, which allowed admiralty jurisdiction only over waters affected by ebb and {low of
tides. Congressional acts extending U. S. District Court jurisdiction to lakes and other
navigable waters are consistent with this ruling. This power is not derived from the U, S,
Constitution commerce clausc. Concurrent jurisdiction remains in some matters of stite
commerce and common law. In conclusion, cvidence showed Tault with the propeller,

Genesee Chief.

In 1870, a case originating in San Francisco established, among other things, thit,
in a salvage situation where there is morc than one silvor, if one set of salvors does not
claim salvage, that claim enures to the owners of the property that was saved, and not as

additional reward to the other set of salvors,

On August 24, 1867, the British ship, Blackwall, at anchor in San Francisco
harbour, was discovered to be ablaze. The San Francisco Fire Department [iremen
responded by placing two water-laden engines from their department aboard the private
tug, Goliah. Meanwhile, the officers and crew of the Blackwall, ftaving found all attempts
to subdue the flames abortive, left the vessel with their effects in small boats, in effeet,
abandoning ship and leaving it derclict. The firemen on the tug, working with great skill
and energy and the firec department pumps placed aboard the Goliali, extinguished the fire
within a little more than half an hour. The Golieh then towed the Blackwall 10 a sale

anchorage. The firemen, working in conjunction with the tug, accomplished their goal.

The owner of the tug and her master filed a libel against the ship and cargo, cven

though the tug was not the sole salvor. Without her assistance, the fire engines and men
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would have been powerless to save the Blackwall, but, on the other hand, without these
men and the two engines, the tug's aid would have been just as ineffectual. The {ire
department was no party to the libel, claiming that it was simply operating in the discharge
of its public official duties. No compensation by way of salvage could have been made to
the fire department if it had made a claim for it, since all persons who are under any legal
obligation, express or implicd, to render assistance, arc not entitled o salvage. The owners
of the tug in their libel, claimed that their boat, its master annd crew performed the entire

salvage service.!34

The Supreme Court handed down this decision:

Salvage is the compensation allowed {o persons by whose
assistance a ship or her cargo has been saved, in whole or in
part, from impending peril on the sea, or in recovering such
property from actual loss, as in cases of shipwreck, derelict, or
recapture. Success is essential to the claim; as i the property is
not saved, or if it perish, or in case of capture if it is not
retaken, no compensation can be allowed. More than once set of
salvors, however, may contribute fo the result, and in such cases
all who engaged in the enterprise and materially contributed to
the saving of the property, are entitled to share in the reward
which the law allows for such meritorious service, and in
proportion to the nature, dvration, risk, and value of the service
rendered.

Salvors are not deprived of a remedy becsuse another set of
salvors negleet or refuse to join in the suit, nor will such
neglect or refusal benefit the libellants by giving them any
claim to a larger compensation, as the non-prosecution by one
set of salvors cnures, not to the libellants prosceuting the
claim, but to the owners of the property saved.!33

The owners, master, and crew of the Goliah were cntitled 10 a salvage reward, but

that reward was reduced to reflect the work done by the San Francisco firemen. Since these

¥38pecisions in the Supreme Court of the United States. "The Blackwall.” (Washington, D. C., 1870): I5.
1351bid., 12.
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firemen did not prosecutc a claim, their share of the salvage work cnured to the owners of

the Rlackwuall.

Salvage situations have yielded to international laws, rcgardless of how
insignificant the latter may seem by comparison. In the late summer of 1883, for example,
Canadian authorities at Sarnia seized the tug, Michigan, which had been working on the
salvage of the stranded vessel, Richard Winsiow, in Canadian waters of lower Lake
Huron. While pulling on the Winslow, the Michigan had damaged her tow-posts, and the
tug went to Port Huron, Michigan, and had new ones installed. She returned to the wreck
without reporting her repair bill to the Collector of Customs in Canada, cven though, being
a Canadian tug, it was mandatory for her to make such a report. Other excuses were also

invoked in order to scize the Michigan:

It is also said that she was seized for working on Sunday,
but Canadian tugs have often worked on Sunday without being
seized. Several other excuses are offered, but notwithstanding all
of them, the opinion is very general that somebody made a
complaint aguainst her for a small infraction of the law, which
would have passed over under ordinary circumstances. After
making the seizure, the Collector of Customs at Sarnia at once
notified Mr. Murphy [the Michigan's owner] that he might continue
the work on the Winslow with any of his tugs, but having no
further tug near, the privilege was of no value. The Michigan is
still in custody, as Mr. Murphy was in Chicago when the scizure
was made, and will not be back until this morning. In the
meantime, the Richard Winslow remains in an exposed position,
linble to be destroyed by the waves should a storm come up.!36

It scems pertinent to examine one case which has appeared within the courts seated

in Michigan and which concerns the ownership of sunken derelict. The court in Murphy

136The Cleveland Herald, Sept. 19, [883, quoting an article from the Detroit Free Press. The Richard
Winslow was released from her stranded position and returned to service, until she ran aground on a
rocky reel and broke up on shoals in northeastern Lake Michigan in 1898.
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versus Dunham (188%) adamantly forbade the assertion of sovereign ownership in the

absence of a state statute expressly so providing. In recent years, arguments arose for the
Dunham rationale no lorger being permissible precedent. The common law, as adopted by
Michigan, did vest a sovereign prerogative in the sovercign, and that prerogative was
exercised in the common law cven in the absence of statute; the Michigan Constitution of
1963 has declared the common law to be its own; and in so doing, it acquired for Michigan
those perquisites which, at common law, had been the prerogative rights of the Crown.,
Consequently, sunken vesscls resting within the territorial boundarics of the State of
Michigan, since they are within the purview of the common law, belong 1o the State of

Michigan in her sovereign capacity.

The drawn-out case of Murphy versus Dunham began in the spring of’ 1883 and

concluded six years later. On May 18, 1883, the schooner, Wells Burt, loaded with 1,375
tons of coal from Buffalo, arrived off Evanston, {llinois, where she was last seen at
anchor. That night, a heavy storm swept the lakes, and when the sun rose the next
morning, the vessel had disappeared, sunk with all hands. The schooner was partially
insured, with the uninsured portion totalling at Icast $8,000. The main owner, Dunham,
abandoned all title to the underwriters who had insured his vessel, except the right to
"benefit of salvage.” The cargo, which was insured by the Continental Insurance
Company, was also abandoned to the underwriters immediately after the loss. Continental,
on June 30, 1883, sold the coal cargo to Murphy for $1,500. At this time, ncithcr Murphy,
nor Dunham, nor Continental knew the whereabouts of the wreck. During the summer of
1883, Dunham's hired hardhat diver located the shipwreck in 40 fect of water

approximately where she was last seen at anchor. No attempt was made to raisc the
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schooner or its cargo that scason, since Dunham had expressced the opinion that the cargo

could not be saved except at a cost exceeding its value, 137

Dunham, on January 31, 1884, sent a letter to the underwriters of the vessel and to

Murphy, in which he said:

Please take notice that I, as part owner of the schooner Wells
Burt, am dcsirous of raising and restoring said vessel, and saving
her cargo. You, having an interest in said vessel, have a right to
determine whether you will rescue said vessel and carge or
abandon the same to whomever may attempt it. I will proceed to
save said cargo if you will, within thirty days, let me know
what your wishes are in the premises; and, unless I hear from
you in writing at the expiration of said time, I shall infer that
you abandon the same as a total loss, and that I am at liberty to
save what I can,!38

The underwriters responded evasively, and Murphy replied, on February 15, 1884:

In reply to your favor of Jan. 3Ist, would say that I do not
abandon my interest in schooner Wells Burt and carpo, nor
authorize you nor any party to save what you can from same, but
hereby give you due notice that I have already begun
preparations for rescuing the same.!39

Shortly thereafter, Murphy visited Dunham in Chicago and attempted to buy his
interest in the Wells Burt. Nothing else was done, and in the middle of June, 1884,
Dunham began his unsanctioned salvage, without license or authority, express or implied,
from cither Murphy or the underwriters. In 28 days of salvage, he raised a total of 981 tons

of coal, which he sold in Chicago for the best price obtainable, $4,515.25. The original

I37The Federat Reporter: Decisions in the Supreme Court of the United States. "Murphy versus Dunham.”
{Washington, D. C., 1889): 504-505.

U38hid., 505,
U39 1pid.
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consignee of the coal cargo refused to receive the salvaged goods at Chicago, since hie had
been paid for their loss by the underwriters. However, as Dunham had calculated the

previous year, his was not a sound business venture, since the expenses amounted to

$5,487.27, for a loss of $527 upon the expedition.

Neither the underwriters nor Murphy, who was awarc of his rival's activitics in
June of 1884, made a move towards claiming Dunham's salvaged coal until almost a year
later, when, in May, 1885, Murphy filed suit in court for damages. claiming title to the

cargo.

Four years of legal and political wrangling produced several Supreme Court

statements, among them:

The cargo of a vessel sunk in forty feet of water and
abandoned to the underwriters is the proper subject of a sale by
such underwriters to a third person....

Such cargo is not by the common law a wreck of the sea,
Wreck of the sea is confined to goods cast upon the shore, or to
jetsam, flotsam, and lagan....

The United States has no title to property sunk in the
bottom of Lake Michigan, as the proprictorship of the state
extends to the center of the Iake, subject only to the right of
congress to control its navigation....

It scems that the title of the owner to property lying at the
bottom of the sea is not divested, however long it may remain
there, and that no other person can acquire such title except hy a
condemnation and sale in admiralty,!40

Since Illinois did not, in the 1880's, have a statute vesting title to such property in
the state, title to property lying on the bottom of Lake Michigan thereby remains with the
owner except through transfer "by condemnation and sale in admiralty." The owner can

make a claim to salvaged property a year and a day from the day the goods arc actually

1401pi4,, 503-504.
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taken and seized by the finder. Since Murphy had made legal claim to Dunham's salvaged
coul within "a year and a day,"” the court found in his favour and awarded him damages
cqual to the value of the coal, less the expenses of salvage. This was surely "Murphy's
Law" al work, since it had cost Dunham morc money to raise the coal than he received for

it at market. The court tried to give Murphy some satisfaction:

I think the true measure of damages in this case is the value
of the coal in Chicago, less the necessary expenses of raising it
and carrying it ashore by the usc of the most approved
appliances for that purpose, and that the case should be referred
to a commissioner to make such estimates upon the best
evidence he can procure. If the court is satisfied that such
expense could not have bheen less than the value of the coal, the
decree will be entered for nominal damages only.!4!

All indications point to Murphy winning the court case, but losing his money.

Another precedent-setting court case established the fact that the United States could
not claim sovereign rights to abandoned property under English common law. In 1901,
moncy was found on a body floating on the high seas, out of the territorial jurisdiction of
any particular state and of the United States. The only thing which might have lead to
identilication of the body was a scrap of paper in one pocket bcaring the name "H.
Selrahe,” but this proved a failure. The body and the money were brought into Gloucester,
Massachuselts, by the salvors, two local men named William Gardner and William

Parsons, who libeled for salvage and were awarded a percentage of the total money. The

1411bid., 512. The political implications of these court decisions are still reverberating in Illinois in the
1990's, particularly with the case of salvage diver Harry Zych's claims to the Lady Elgin shipwreck in
Lake Michigan off Chicago. Zych is challenging Illinois state law by claiming ownership under federal
legislation,
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remaining sum of $411.31 became the basis for a {ight between the state and the federal

government, 142

Under Massachusett statutes, when an estate has been fully administered by the
public administrator, he shall deposit the balance of it with the treasurer of the state, who
shall hold it for the benefit of those who may have legal claims thercon. These statutes also
provide that at any time within six years after the fund is so paid to the treasurer, any
person, legally entitled, may receive the money thus deposited. Theodore H. Tyndale was
the public administrator who received the $411.31 for deposit into the accounts of the

public administration or into the treasury of the commonwecalth of Massachuseis.

Thereupon, the United States appealed, claiming that it had a superior right to the
possession of the funds under English common law which gave it sovereign rights to
abandoned property. However, there is neither any statute nor any settled practice which
requires the treasurer of the United States to receive funds derived from such a source or in
such a way. Speaking generally about lost property, in England and in many other
countries, the king is viewed as the new owner. The sovercignty of the United States failed
to work similarly, since the final court decision was (o pay the money over to the state

statutory public administrator. The court decision left no doubts about the issuc:

While there can be no question that the sovercign peoples in
Anglo-Saxon America, whether the various states or the United
States, did, in some way, succeed to all the rights of the English
king and of the English people, yet, until some recognized line
of procedure or some action of congress intervemes, it is not
within the province of the couris to determine that the treasury
of the United States represents any particular royal
prerogative.143

1927he Federal Reporter: Decisions in the Supreme Court of the United States, "United States versus
Tyndale et al." (Washington, D. C., 1902): 820-821.

1431bid., 823.
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This issuc or United States sovercignty came to the fore again in 1976, in the case

of Treasure Salvors, Inc. versus Abandoned Sailing Vessel,...Believed to be the Nuestra

A=A 2L —RA A X

Senora de Atocha. Treasure Salvors, Inc. filed for confirmation of title and action for

possession to an abandoned shipwreck in U. S. District Court, under admiralty law. A
sunken Spanish galleon was located on the continental shelf, outside Florida submerged
lands jurisdiction. The United States counterclaimed for title under the Antiquities Act and

the Abandonced Property Act.i44

The court determined that, since the Antiquities Act applies to any object or
antiquity situated on lands owned or controlled by the Government of the United States,
and because the Abandoned Property act embraces property within the jurisdiction of the
United States, the property of the wreck involved in this case was neither within the

jurisdiction of the United States ror owned or controlled by the U. S. Government. 145

Treasure Salvors, Inc. asserted that, where a vessel has been abandoned, the finder
in possession becomes the owner of the vessel. The court conceded that such a claim was
properly within the scope of salvage action. General principles of maritime and
international law dictate that an abandonment constitutes a repudiation of ownership, and
that a party taking possession under salvage operations may be considered a finder under

the doctrine of "animus revertendi,” i.e., the owner has no intention of returning.

The United States countered with the contention that objects of antiquity recovered
by persons subject to the jurisdiction of the United States are taken in the name of the
soverecign and arc the property of the people of this country as a whole, not the finders

alone. The foundation of this argument was the concept of the sovereign prerogative, a

W4 he Federal Reporter: Decisions in the Supreme Court of the United States. "Treasure Salvors, Inc.
versus Abandoned Sailing Vessel...Believed to be the Nuestra Senora de Atocha." (Washington, D. C.,
1976): 907.

451hid., 908, 910.
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common law notion derived from the right of the king of England 1o objects recovered {rom

the sea by his subjects. 146

The court concluded that "Congress has not exercised its sovercign prerogative (o
the extent necessary to justify a claim to an abandoned vessel located on the outer
continental shelf."147 Possession and title were conferred upon the finder of the shipwreck.

In another court action two years later involving the same key characters, the United
States government argued that one of the elements of a salvage action, namely the existence
of 2 marine peril, was absent from the Atocha controversy, and that the district court erred

in applying the law of salvage. The court found that

The government's argument that no wmarine peril existed
ignores the rcality of the situation. Marine peril includes more
than the threat of storm, fire, or piracy to u vessel in
navigation. In Thompson versus One Anchor and Two Chajns,
"the 'marine peril' consisted in the fact that the anchors and
chains were actually lost. If they had been resting on o reef,
where they could be scen, they would undoubtedly have been in
‘peril' of being lost, and the 'marine peril’ certainly was not
diminished or extinguished by the fact that they were actually
lost." There is no dispute that the Atocha was lost. Even after
discovery of the vesscl's location, it is still in peril of heing
lost through the actions of the clements.!48

The Supreme Court also determined that the district court had correctly applied the
law of finds in this case, in view of the fact that the disposition of a wrecked vessel whose
very location had been lost for centuries as though its owner was still in existence would be

stretching fiction to absurd lengths. Under the "law of finds," title to abandoned property

146pi4., 909.
147 1hid., 911.

14871e Federal Reporter: Decisions in the Supreme Court aof the United States. "Treasure Salvors, Inc.
versus Abandoned Sailing Vessel...Belicved to be the Nuestra Senora de Atocha.” (Washington, D. C,,
1978): 337.
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vests in the person who reduces that property to his or her possession. The main difference
hetween the "law of finds™ and "salvage law" is that under "salvage law," the claim of the
finder of abandoned property is satisfied by proceeds from the sail of that property paid
into the court. The "law of finds" relinquishes the property itself to the finder, the

disposition of which becomes his personal matter.4? The court concluded that

Although at least one state has invoked English common law
to award ownership of a sunken vessel to the sovereign {Ervin
versus Massachusetts, 1957], the "American rule” vesting title in the

finder has been widely recognized by courts and writers,!50

Treasure Salvors, Inc had just begun to fight. In the well-publicized State of Florida

versus Treasure Salvors, Inc. in 1980, the facts began with the company's original
contracts with the State of Florida, made in 1971-1974, for salvage of the Arocha
shipwreck, which originally was believed to be in Florida territorial waters. Later it was
found that the wreck lay outside Florida submerged lands, on the continental shelf,
Treasure Satvors, Inc. then filed an admiralty claim for title to the sunken Spanish galleon
in U. S. District Court. The United States counterclaimed for ownership in 1976 and
appealed in 1978 (sce carlier descriptions). The State of Florida supported U. S. claims,
but federal courts awarded title to Treasure Salvors, Inc. The District Court then issued an
order [or the return of "treasure” held by the State of Florida. This "treasure” was obtained
by the state through the prior contracts, which gave Florida 25% of any artifacts found.
The court dirccted the state to deliver the involved artifacts to District Court. Florida refused

and appealed. 151

19554, 331,337,
1501hid., 343.

I51The Federal Reporter, Decisions in the Supreme Court of the United States. "State of Florida,
Department of State versus Treasure Salvors, Inc.” (Washington, D. C., 1980): 1343-1344.
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Florida asscrted ownership of the disputed artifacts, deelaring that the District
Court's "attempt to adjudicate ownership is, in essence, a suit against the state," 132 Such
suits are barred by the U. S. Constitution Elcventh Amendment.!S3 The U, 8. Court ol
Appeals held that the Eleventh Amendment protections did not apply to Florida in this case,
because there was a controversy over title. The prior Florida contract with Treasure
Salvors, Inc. was rescinded because of "mutual mistake." 1% The wreck was found to be
on continental shelf lands, not Florida submerged lands. The District Court orders were

upheld and Florida was not found to have ownership of the involved artifacts, 155

The state has jurisdiction over its walers to a three-mile limit; beyond that, the
federal government has jurisdiction to the twelve-mile line, where the waters become
international. The question of jurisdiction over certain waters was put to the test in the case

of Subaqueous Exploration & Archacology, Ltd. versus Unidentified, Wrecked and

B A

Abandoned Vessel, et al. in 1983, Subaqueous Exploration & Archacology, Lid. located

three shipwrecks on Maryland submerged lands of the Atlantic Ocean. The company
invoked admiralty jurisdiction in U. S. District Court, for title to the vessels or,
alternatively, "full and liberal salvage awards to compensate them for their efforts to

recover vessels and their cargo."136 The sunken vessels were then "arrested” by U5

1527pig., 1345.

I53The precise wording of the Eleventh Amendment (ratified on February 7, 1795) is, "The Judicial power
of the United States shall not be construed to extend to any suit in law or equity, commenced or
prosccuted against one of the United States by Citizens of another State, or by Citizens or Subjects of
any Foreign State.”

1541pid,, 1349,
1551bid., 1351.

156The Federal Supplement. Decisions in the Supreme Court of the United States. “Subaqueous
Explorations & Archacology, Ltd., versus Unidentified, Wrecked and Abandoned Vessel.” (Washington,
D. C,, 1983): 597.
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Marshals. 157 Maryland filed motions to dismiss the suit because these shipwrecks were

property of the state and the Eleventh Amendment barred plaintiff actions.

The Eleventh Amendment of the U. S. Constitution bars suits against a state unless
the state waives sovereign immunity or consents to the suit. Since no Maryland state
official acted outside his scope of statutory authority and sovereign immunity was not
waived, the federal District Court could not assert jurisdiction. Maryland title to abandoned
shipwrecks on state submerged lands was supported by the federal Submerged Lands Act,
authority of state police powers, and state statute regulating historic and archacological
resources. "Cullural or aesthetic interests are proper objects of public welfare which the
state may protect pursuant to its police powers."!58 The rights of state management and
development over submerged lands under the federal Submerged Lands Act includes

historic or archacological objects.

The federal District Court lacked jurisdiction in this case, so the state of Maryland's

motions to dismiss were granted.!5?

One recent state court case, the State of Michigan versus Massey, must be described

regarding the unauthorized removal of artifacts from Great Lakes shipwrecks. Massey
removed two wooden stock anchors from the Straits of Mackinac on August 24, 1981,
believed to be from the sunken wreck, Richard Winslow, which sank in the late 1800's and
which was the first four-masted sailing vessel on the Great Lakes. He was later convicted
by a jury for "recovering and concealing state-owned stolen property valued at over

$500"160, Massey's actions were illegal under state statute. State District Court ruled that

U571bid., 60O,
1581hid., 609,
1591bid., 614,

YONorih Western Reporter, State of Michigan. “People of the State of Michigan versus Mark Alan
Massey." (Lansing, Michigan: 1984): 615,
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the involved state statute was unconstitutional and in conflict with federal admiralty faw.

The case was appealed by the State of Michigan,

The findings indicated that states retain signiticant astonomy in unpreempted arcas,
and the federal government has traditionally deferred to authority of state police powers in
unpreempted matters. Abandoned shipwreck resources on Great Lakes bottombands
represent an unpreempted arca. State statutes do not conflict with federal admiralty and

maritime laws. State statutes, in fact,

supplement the state’s control over Great Lakes bottomlands
granted to it by the Great Lakes Submerged Lands Ac¢t and the
federal Submerged Lands Act, so as to include items of historical
and recreational value located on or contained therein.!¢!

Preservation and regulation of historical, cultural or recreational resources are
matters within traditional authority of state police powers.
The Michigan statute, unlike the contested Florida statute,
conforms to traditional maritime principles in that it does not
purport to limit cxploration itself to certain licensees without
regard to their diligence or success. Rather, the waters of the

Great Lakes remain open to preliminary exploration by all, and

permits must be sought only by those who scek to bring up
particular items already discovered.!62

The court ruled that the statute declaring abandoned property of historical or
recreational value found on Great Lakes bottomlands to be state propersty is constitutional.
It does not “impermissibly interfere with federal maritime or admiralty law."163

The specific cases that follow in Chapter Seven mirror aspects of this legistation,

including the Canada Shipping Act, in effect at the time of loss in the St. Clair River.

[617pid., 619,
1627554
1631bid., 620.
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CHAPTER VII

Specific St. Clair River Marine Losses

Detailed and Examined

a) The Joliet (September 22, 1911)

The St. Clair River fog late in 1911 mutely caused the demise of a large steel
freighter named the Joliet. This vessel, 266' x 38'2" x 198", with a gross tonnage of
1,935 and 1,596 net, slid down the rampways of the Cleveland Ship Building Company on
February 20, 1890 as hull number seven,!64 official number 76873,165 and, 21 years
later, sailed proudly as part of the 112-vessel fleet of the Pittsburgh Steamship Company,

known then simply as "the Steel Trust."166

In the course of her 21 years, the Joliet had always hauled iron ore for the Great
Lakes steel industry. Owned from 1890 until 1900 by the Superior Iron Mining Company
of Ishpeming, Michigan,!67 the Joliet was purchased by Henry W. Oliver, who also
acquired the three other vessels that comprised the small Superior Iron Mining Company
{leet, plus three other freighters, to establish the seven-vessel fleet of Andrew Carnegie's
{irst Pittsburgh Steamship Company. This enterprise was bought out a year later by J.

Picrpont Morgan and his partner, Elbert H. Gary, who formed the United States Steel

164" Magter Sheet” on the Jolier. Institute for Great Lakes Research, Bowling Green State University,
Chio.

I(’S"Ship Information and Data Record” on the Jolier. The Herman G. Runge Collection, Milwaukee
Public Library, Milwaukee, Wisconsin.

166van Der Linden, and the Marine Historical Society of Detroit. Grear Lakes Ships We Remember
(Cleveland: Freshwater Press, 1979); 233,

167Master Sheet” on the Jolier, op. cit.
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Corporation,!68 and, for the next ten years, the Jolier, newly registered at Duluth,

Minnesota, sailed under their company flag.

The vessel, Joliet, however, was not actually sailing on her {inal night aftoat. By
2:00 A. M., Friday, September 22, 1911, the Joliet had been lying at anchor with a cargo
of iron ore for three hours alrcady in Canadian waters opposite Miller's Coal Dock in Port
Huron near the mouth of the St. Clair River. Her 900 horsepower, triple expansion steam
engine and twin boilers!'®? rested that night. Capt. H. F. Clegg, the ship's master, cyeing
the fog-shrouded river and realizing the inherent risks in sailing through the St. Clair Flats
into the shallows of the likely-equally-bemisted Lake St. Clair, had decided against taking

his charge any further until the next day's sunshine dissipated the haze.

It was at that time, in the middle of the night, that another Steel Trust ship, the steel
steamer, Henry Phipps, at almost 600' long, onc of the largest steel hulls on the lakes,
collided with the Joliet, sinking her within minutes. Distress signals emanated from both
vessels, awakening all 23 people on board the doomed Joliet, as well as most of the crew

of the Phipps, and many people on shore.

Charics D. Beard awoke abruptly at his home in Port Huron to the sudden sounds
of the river clamour, and he immediately telephoned Dan Lynn, who operated the Lynn
Marine Reporting Agency, telling him about the emergency. Lynn dircetly left his house,
jumped into a small boat, and pulled out into the foggy river, hoping to rescue the victims
whose cries for help c.ould be heard from shore. Mcanwhile, Beard, ‘using a megaphone
from the embankment, called out that help was on its way, and instructed the victims to

continue their shouts in order to guide the rescuc boat.!7?

168van Der Linden, et al., Grear Lakes Ships We Remember, op. cit., 233.
169 1pid,
170The Port Huron Times Herald, Sept. 22, 1911,
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At the time of the collision, the steamer Ontario cruised upbound on a course which
would take her right into the Joliet. Due to the dense fog, the Ontario could not see the
danger ahcad, including the humans struggling for survival in the water. Lynn, shouting as
loudly as possible, and Beard, using his megaphone to the utmost, communicated to the

Ontario to stop, a [eat which she barely accomplished in time.

Lynn first found two sailors, the mate and the second engineer, clinging
cxhaustedly to the rigging of the sunken ship. He took them on board and left them on the
Canadian shore on one of the Reid Wrecking Company's tugs. At that point, the tug also

disembarked in scarch of survivors.

Before the Joliet sank, one of her lifeboats had quickly been launched, and many of
the crew, including the one woman on board, found escape in that. The Phipps had
managed (o stop her engines, drop anchor, and launch two yawlboats to effect the rescue of
the remaining crew. Since the Phipps was only slightly damaged, she proceeded down the
river, where she continued to have a bad night. "....A few minutes after she started, she
collided with the passenger steamer Alpena.... Both boats were somewhat damaged but not

cnough to prevent them from continuing their voyages...."17!

One crewmember had an exceptionally dramatic rescue, as the local press reported:

MAN SAVES SELF WITH BARREL

....Miraculous indeed was the escape of First Engincer
Gustave C. Deoska, of...Chicago, who made the cffort to save
his clothing when the Jolict was hit. He went back into the
cabin, immediately after the Joliet was struck. The boat was
sinking when he reached deck, and an explosion from some
source occurred almost immediately. Deoska was hurled about 10
fecet through the air into the river. For several minutes he
struggled in the water without anything on which to cling.

171pyblic Archives of Canada, Ottawa, R. G. 42, Series II B1, Volume 194, File #32127, document #2.
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Finally, just as he was near giving up hope, he happened to
clutch a passing barrel and he flonted on down the river with it
as a sort of life preserver. After being in the water about a half
hour he was picked up by the small boat.!72

All members of the crew were saved, although this fact wis not immediately
ascertained; it was several hours before officials could relax the crew's tension with this
good news. Meanwhile, the four-year-old Phipps was only slightly damaged, and she
proceeded downriver, politely taking the remaining crew ol the sunken Joliet with her. 173
Wreckers were summoned immediately to determine the possibility of salvaging the Joliet,
or of removing her from her present menacing position. Having sunk in 40’ of water, only

her smokestack and a portion of her cabin were visible above the water's surface.

Warning lights were immediately placed on the Joliet, and the Reid tug, the City of
Sarnia, remained within 20 feet of the wreck all night Jong to warn passing ships of the

danger.!7 Four days later, hopes of salvage were fading:

JOLIET MAY BE
DYNAMITED

THOUGHT THAT IT WOULD COST MORE TO RAISE
BOAT THAN IT IS WORTH

...As there is a strong current at this point in the river with
14 fect of water above her deck, it would no doubt cost the
Pittsburg Steamship company more money to raise and float her
than she is worth...it would not be a big surprise to some of
the people here if some of these days, they should happen to

1721pid,
173The Port Huron Times Herald, Scpt. 23, 1911.
1741pid,
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hear a loud report which would come from the blowing up of the
Joliet,!75

Three days later, it again looked as though the Joliet would be raised:

WILL RAISE JOLIET

Work is to Be Done by the Pittsburgh
Steamship Company.

According to s statement given out yesterday by Capt. J. W.
Westcott, Detroit representative for the Pittsburgh Steamship
company, the work of raising the wreck of the steamer Joliet
will be done entirely by the Pittsburgh Steamship Co. He stated
that it was not policy of the company to allow the government
to remove obstructions in the channels for which the company is
responsible.

...Marine experts say that it will be almost impossible to
build a cofferdam as the current at this point is too swift, while
the boat is also lying in a narrow portion of the channel.! 76

Two days later, Captains Baker and Reid, local Wrecking Masters, refused to
commence work on raising the shipwreck, citing the heavy current running over the Joliet's
submerged decks and the fact that it looked as though the sunken vessel had been cut right

in two, complicated by a large hole in her starboard side near the number four hatch.177

The City of Sarnia resumed her ferry duties, replaced at the direction of the Lake
Carricrs Association by the lightship, Kewaunee, which was stationed immediately above
the wreck of the Joliet. William Livingstone, President of the Lake Carrier's Association,

the real watchdog overseeing the smooth operation of commercial shipping interests on the

175The Port Huron Times Herald, Sept. 27, 1941,
170The Port Huron Times Herald, Sept. 30, 1911.
17%The Port Huron Times Herald, Oct. 2, 1911,
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Great Lakes, issucd from his office in Detroit a "Notice to Mariners" bulletin to all ships'
masters, warning of the danger in the St. Clair River caused by the Joliet, and describing
the Jights used to mark this hazard to navigation.!78 The bulletin clearly spelled out the
traffic pattern for shipping: all downbound vessels were ordered to "pass on the American

side of the wreck and all upbound vessels on the Canadian side."179

On Scptember 29, 1911, a week after the sinking, Robert MacAdam, Sarnia's
Harbour Master, belatedly'80 notified A. J. Johnston, the Deputy Minister of Marine and
Fisherics in Ottawa, describing the collision as occurring "under almost exactly the same
circumstances as those of the Gilbert-Genoa collision [in the St. Clair River] of a month
ago."!8! His letter indicated the urgency of the situation, considering the shipwreck's

position:

«.She went down about five hundred [sic; presumably "feet"] from
the Canadian shore, consequently in Canadian water, and lies
with twelve feet of water over her main deck, and with the spars
and tops of the deck houses only showing....

The owners of the Joliet [this was incorrect; it was really the Lake
Cuarriers Association] have placed a light ship alongside of her and
maintain it there. It is not yet known what they propose to do
about raising her. She is in a bad place, being in the middle of
the navigable channcl, and the current, being at that point very

178pyblic Archives of Canada, Ottawa, R. G. 42, Series Il B1, Volume 194, File #32127, document #20.
The warning arrangement of lights on the lightship Kewaunee were: "Three lights on her spar arranged
perpendicularly five feet apart, the top light being red and the two lower lights being white. The red
light is thirty-five feet above the deck. There is also a white light on the after flag pole and a white
fight suspended in the rigging on each side. During thick and foggy weather the fog whistle on the
Kewannee will sound five short blasts at one minute intervals and during the intermissions the fog bell
will be sounded..” The portions of the Jolier that showed above water also served as light bases: "The
Joliet has one white light in the rigging on the port side twelve feet above the water; also one white
light in the fore rigging thirty fect above the water; also one light in the after rigging six feet above the
water.”

19hid,

180MacAdams explained the delay of his correspondence: "I have been away from town for some days,
which is the reason why I have not reported to you sooner.”

181pyblic Archives of Canada, Ottawa, R. G. 42, Series II B1, Volume 194, File #32127, document #2.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



102

swift, and the water being forty feet deep, the work of raising
her promises to be one of considerable difficulty....!§2

At the same time, Col. C. McD. Townsend, of the Corps of Engincers office in
Detroit, Michigan, sent a blueprint of the Jolier's position in the St. Clair River to Colone)
Wm. P. Anderson, the Chief Engineer with the Department of Marine and Fisheries in
Ottawa. His brief note indicated that "...This wreck is apparently in Canadian waters, and 1
should therefore be glad to hear from you before taking any action with reference to its
removal."183 Anderson immediately acknowledged receipt of Townsend's letter, with the
understanding that the Canadian Department of Marine and Fisherics would be calling upon

the owners of the Joliet to remove the obstruction. 84

Commercial diver examination of the Joliet's hull was delayed by "the [act that the
water is not clear at this point."!85 Waiting three or four days for the water to become
"absolutely clear” did not seem out of the ordinary, nor did the delay detract {rom the
commonly-held belief that hardhat diving was limited to brave, muscular men who felt at

home in even the most hostile environment.

On October 11, 1911, hardhat divers who were making an examination ol the Joliet
verified that she was broken in two, and that she was so badly damaged that it would be
impossible to refloat her. Captain W, W, Smith, in his official capacity as marine
superintendent of the Pittsburg Steamship Company (a subsidiary of the United States Steel
Corporation), immediately relayed this information to William Livingstone. This news

meant that the Joliet had to be removed as an obstruction to navigation, but it was not clear

182spid.
183public Archives of Canada, Ottawa, R. G. 42, Series I B, Volume 194, File #32127, document #3.

184pyblic Archives of Canada, Ottawa, R, G. 42, Series Il BI, Volume 194, File #32127, document #4.
185The Port Huron Times Herald, Oct. 6, 1911,
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whether she would be removed by her owners, in spite of their determined statcment to

raise the vessel just two weeks earlier, or abandoned to the Canadian government, 186

It was cheaper and more expedicnt for the owners to take the latter route, On
October 12, 1911, Livingstone in Detroit sent a telegram to Johnston in Ottawa, indicating
that "...the owners [of the Joliet] have abandoned all their rights, title, and interest in the
steamer and disclaim further ownership in connection with it." %7 He also admonished that,
"As the boat is a menace to navigation and should be removed, [ respectfully call your
attention to the matter,"88 which was an acceptably discrete way of letting the Canadian

government know that the shipwreck was now their problem.

Needless to say, Ottawa was incensed. On October 13, 1911, a livid Johnston

responded curtly to Livingstone with only three sentences:

Owners JOLIET cannot abandon responsibility under
Canadian law. We shall remove wreck if they neglect hut will
collect cost from them first opportunity. Am sending
engincer.!89

Equally curt was Johnson's letter to the United States Steel Corporation in
Cleveland, dated the same day, with the blunt warning to "Take steps to remove her [the

Joliet] immediately or we shall do so at your expense."19¢

186The Port Huron Times Herald, Oct. 12, 1911.
187pyblic Archives of Canada, Ottawa, R. G. 42, Series {1 BI, Velume 194, File #32127, docunent #5.
188pid,

189pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #6.
190pyblic Archives of Canada, Ottawa, R. G. 42, Serics [1 B1, Volume 194, File #32 127, document #7.
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Johnston immediately reccived a reply from the Pittsburg Steamship Company
office in Cleveland in reference, as they put it, "to our steamer Joliet,"!?! indicating that
"We have abandoncd the ship and cannol authorize you to incur expense for our
account."!92 The gauntlet had been cast, and, for the Canadian government, the
challenging situation became uncomfortable. The wreckage absolutely had to be removed
because it was a menace to navigation, but at whose undertaking and expense would this be
done? Would the Canadian government become an international laughingstock if the
Pittsburg Steamship Company ignored their threat? Johnston immediated bared his teeth by
wiring the Pittsburg Steamship Company that "Under Canadian law you cannot evade
responsibility for removal JOLIET. We shall remove and collect from you unless you act

immediately."!93

Meanwhile, Colonel Wm. P. Anderson, the Chief Engineer with the Canadian
Depurtment of Marine and Fisheries, empowered his assistant, Mr. B. H. Fraser, on behalf
of the Canadian government, to take and study the government file on the Joliet, and "to
proceed immediately to Samiu and ascertain for what price and in what way the wreck can
be most promptly removed."!94 Colonel Anderson made it clear that Mr. Harris was not to
conclude any contract with any salvager until he was certain that the owners of the vessel
would not undertake the wreck’s removal. "If necessary, you might communicate with the

owners while in Sarnia,"!95 Anderson concluded.

On October 16, 1911, Fraser checked into the plush, "absolutely fireproof" Hotel

Pontchartrain in downtown Detroit, and immediately consulted with Livingstone and

191pyblic Archives of Canada, Ottawa, R. G. 42, Series I B1, Volume 194, File #32127, document 48.
927bid.

t93public Archives of Canada, Ottawa, R. G. 42, Series I1 BI, Volume 194, File #32127, document #9.
t94public Archives of Canada, Ottawa, R. G. 42, Series II B1, Volume 194, File #32127, document #32.
(951bid.
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Townsend, concluding that "The removal of the Jolier is not an easy job....hope to reach
some definite decision today."!96 Fraser felt that his hands were ticd. since Livingstone
indicated that he could not possibly obtain until the next week a decision {rom the owners
regarding the removal of the Joliet. In his gloom, Fraser, who was familiar with various

nuances and precedents of maritime law, suggestcd,

..there is nothing to do but invite tenders for the removal to
a clear depth of thirty feet [a depth recommended by Townsemdf....At
the same time I think we should wait till we have a definite
reply from Cleveland before taking final steps. The boat is not a
dangerous obstruction, she is well lighted and there is a good
channel on cach side.

I may say that there is probability that while the owners of
the Joliet may not desire to take advantage of being an American
Corporation they will claim exemption from liability under a
decision of the English House of Lords.

Particulars can be found in Aspin-Walls (sic) Maritime Law
cases, Vol. 7, page 513 and Vol. 8, pages 122, 134 & 290....197

196pyblic Archives of Canadi, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #2].
This is a letter from Fraser to Anderson, dated QOctober 17, 1911,

197pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B, Volume 194, Fite #32127, document #15.
Fraser meant "Aspinall's Maritime Law cases,” the complete title being “Reports of Cases Relating to
Maritime Law; Containing all the Decisions of the Courts of Law and Equity in the United Kingdom,
etc." Volume VII, edited by James P. Aspinall and Butler Aspinall, published in London by Horace
Cox in 1896, covered cases between 1890 and 1895; specifieally, the 1894 court ruling from Volume
VII referred to the case of the steamship, Crystal, which, becoming a total toss in the river Tyne in
England, was at once abandoned by her owners. There was no evidence that the loss was caused by their
default. The wreck lay in such a position as to be an abstruction {o the harbour of the respondents, and
was removed by them at a cost of almost 800 pounds. They then brought an action against the
appellants to recover the expenses of such removal. Reversing the judgment of a lower court, the Courl
of Appeal in England held that the appellants were not liable, for the reason that section 56 of the
Harbours, Docks, and Piers Clauses Act of 1847 (which stated that "the harbour master may remove
any wreck or other obstruction to the harbour...and the expense of removing any such wreek...shall be
repaid by the owner of the same.") applies to ownership at the time that the expense of removing the
obstruction is incurred, not to ownership at the time thut the obstruction is created.

The Volume VIII page references are found in “Reports of the Cases Relating to maritime Law;
Containing all the Decisions of the Courts of Law and Equity in the United Kingdom, cte.” edited by
J.P. Aspinall and Butler Aspinall, covering court cases from 1895 to 1899, published in London by
Horace Cox in 1900. Specifically, these page references deal with various court decisions tegarding the
sinking of one vessel, the steamship, J. M. Lennard, which had capsized and sunk in the river Ouse in
England on the night of August 20, 1894. Again, litigation revolved around the term, “owner,” with
the court holding that "owner” means the person who was the owner of the vessel at the time when the
expenses of removal were incurred, and not the person who was the owner when the vessel sank, and
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Fraser made an agrecment with Livingstone that the Canadian government would
delay steps in the removal of the wreck for a week or so to give the Pittsburg Steamship
Company more time to consider the question of accepting liability.!%8 However, the plan

failed.

By October 27, 1911, ten days after Fraser's agreement, no word had been
received in Ottawa from either the President of the Lake Carriers Association or the United
States Steel Corporation regarding the fate of the Joliet. A disheartened Fraser issued a

memorandum stating

..l would recommend that tenders be invited immediately for
the removal of the wreck to a clear depth of 30 feet to the
satisfaction of the Department [of Marine and Fisheries); tenderers to
state time of completion and give the wusual sureties for
satisfactory performance. Tenderers to have the option of
removing the wreck bodily or cutting her down to the required
depth, in the latter case regulations for the disposal of material
removed would have to be made by the Department.'99

In carly November, 1911, as the navigation season on the Great Lakes was
drawing to a close, foul weather set in. This did not so much affect the wreck of the Joliet,
since its removal was delayed by the slow process known as a call for tenders. However,
vesscls that were still ‘active on the lakes, scampering from port to port in an effort to

squecze yel onc more cargo into transit and earn a few more dollars before the season

consequently that, where the owner of a vessel which had sunk had completely abandoned all ownership
in the vessel before the expenses of removal were incurred, he was not liable for such expenses, It also
established that the owner of a vessel at the time when she was sunk, who has abandoned the vessel to
underwriters betore the expenses are incurred, is not liable.

8pyblic Archives of Canada, Ottawa, R. G. 42, Series II B1, Volume 194, File #32127, document #13,
These documents in government files in Ottawa are not numbered in perfect chronological order,
probably due to haste in filing.

199public Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #17.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



108

ended for the winter, sometimes found themselves scurrying for the safety of sheltered

waters.

Such was the case with the steamer, Cherokee, and its two towbarges, the Holland
and the Brainerd, all owned by J. C. Gurry of Saginaw, Michigan. The three vesscls, all
coal-laden, headed north out of the St. Clair River into the open waters of Lake Huron on
November 1, 1911, when, confronted by a heavy snowstorm, they turned back into the
river. There, while attempting to face all three of the vessels into the current before
dropping anchor, the captain of the stcamer, prevented by the snowstorm from sceing the
lights on or near the wreck of the Joliet, encountered scrious difficulties. The towbarge,
Brainerd, collided with and carried away the light upstrcam from the wreck (by this time,
the lightship had been replaced by a smaller lightbuoy.) The other towbarge, the Hofland,
however, struck the wreck of the Jolier and sustained such injuries that it just barely made it

to the Michigan side of the river before sinking. The Cherokee was uninjured.2®

Sarnia Harbour Master, Robert MacAdam, reported the incidents in a letter to the
Minister of Marine and Fisheries, indicating that "several vessels have struck the wreck of
the Joliet, sustaining more or less injury,”20! and he warned that, with the winter season of
frequent snowstorms upon them, the possibility of a serious disaster resulting from the

wreck of the Joliet was very real.

The desperate owner of the damaged vesscls sought recompense from A. Johnston,
the Deputy Minister of the Department of Marine and Fisherics in Ottawa. J. C. Garry's

succinct, 35-word telegram, dated November 4, 1911, concluded with the lamentation and

200pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #22,
201 pig.
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call for action, "...causing about twenty thousand dollars loss and [ should be reimbursed

by some person,"202

Johnston was not willing to be that person. On November 6, 1911, his ten-word
letter closed the book on the case: "Telegram received. Will assume no responsibility for

damage your [sic] vessel,"203

At the same time, the Deputy Minister of Marine and Fisheries went ahead with a

call for tenders with the following notice sent out to the different wrecking companies204:

Tenders by wire will be received up to noon sixtcenth instant
|November 16, 1911] for removal of wrecked stcamer "Joliet" now
lying sunk in St. Clair River, off Sarnia. Wreck to be removed
to a clear depth of thirty feet to satisfaction of this Department.
Contractor to become possessor of material when work
completed. Tenderers to have option of removing wreck bedily or
cut her down to required depth. Material removed must be placed
where it will not become an obstruction to mavigation. Work to
be started immediately after acceptance of tender and proceeded
with continuously and tenderers must state time of completion.

Accepted cheque of five hundred dollars to be forwarded by
mail which will be forfeited if Contractor refuses to proceed
with work or does not complete it within specified time.

Lowest or any tender not necessarily accepted.205

Ten wrecking companies, all in Ontario, were contacted by the Purchasing and
Contract Agent's Office of the Canadian Department of Marine and Fisheries: the Trotter
Wrecking Company of Ambherstburg; J. E. Johnston, Esq., Wiarton; W. L. Horton, Esq.,
Goderich Dredging Company; John Harrison and Sons, Owen Sound; the Kastner Lumber

Company, Wiarton; A. M. Hackett, Esq., Hackett Towing and Wrecking Company,

202pyblic Archives of Canada, Ottawa, R. G. 42, Series Il B1, Volume 194, File #32127, document #33.
203public Archives of Canada, Ottawa, R. G. 42, Series I B, Volume 194, File #32127, document #34.
2Hpyblic Archives of Canada, Ottawa, R. G. 42, Series II Bi, Volume 194, File #32127, document #25.
205pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #23.
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Ambherstburg; the Reid Wrecking Company, Sarnia; Jas, Playfair, Esq.. Midland Towing
and Wrecking Company; the Ganley Tug Line, Sault Ste. Maric; and the Owen Sound Tug

Liner and Barge Company.206

Simultaneously, Johnston cabled the Pittsburg Stcamship Company with (he news
that his department had invited tenders for the removal of their wrecked vessel, and that the

Pittsburg Steamship Company would be responsible for the cost of the work.2?

The President of the Pittsburg Stcamship Company, H. Coulby, responded quickly
on November 7, 1911: “...our examination of wreck convinces us it cannot be raised and is
a total loss, and will have to be blown up. Are you asking bids for blowing up? Kindly

answer."208 Johnston's immediate response was a (clegram stating

Am inviting tenders from all wrecking companics to remove
the wreck to clear depth thirty feet. Tenders to be in on sixteen
instant. Condition of tender heing that wreck belong to party
removing same,209

At this point in time, it can safely be assumed that the Pittsburg Stcamship
Company engaged in a flurry of activity discussing their options regarding their sunken
vessel. It is one thing for a company to incur expense in removing their unfortunate ship
after it has sunk, but it is quite another thing to incur expense by having someonc clse
remove their unfortunate ship after it has sunk, with that somcone else being told he can
keep any portion or all of that vessel that he is capable of salvaging.That way, the original
owner still pays the bill, but hasn't so much as a scrap of the vessel that was formerly

theirs.

206pyblic Archives of Canada, Ottawa, R. G. 42, Series II B, Volume 194, File #32127, document #24,
207pyblic Archives of Canada, Ottawa, R. G. 42, Serics Ii BI, Volume 194, File #32127, document #18.
208pyblic Archives of Canada, Ottawa, R. G. 42, Series Il B1, Volume 194, File #32127, document #306.
209pyblic Archives of Canada, Ottawa, R. G. 42, Serics I B1, Volume 194, File #32127, document #35.
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8y November 15, 1911, the Pittsburg Steamship Company had hired an attorney,

G. W. Cottrel, to handle the Joliet case, He wrote (o Johnston in Ottawa:

~.we bheg to say that we have carcfully considered the matter
and we helieve that by inviting tenders at the present moment
for removing this wreck at an carly date, the cost will be unduly
high. The Pittsburg Steamship Company is prepared to remove
the wreck under conditions satisfactory we believe to your
Department, next season, if we can come to an agreement. We do
not believe that the delay will be a hardship to navigation. There
is a pood channel on both sides of the wreck, and we are prepared
to arrange with the President of the Lake Carriers Association
for the maintenance of proper lights and safe-guards as long as
the wreck remains an obstruction.

We therefore submit the following proposition:

We will start work at the earlist possible moment not later
than the opening of navigation next Spring, with our own
cquipment, and prosecute the removal of the wreck to completion
in accordance with the best wrecking practice and with
rcasonable dispatch; the completion to be to the satisfaction of
your Depariment,. We have the necessary cquipment to do this
work in our possession [sic], and anticipating a favourable [sic]
reply from you, we have already begun the assembling of such a
plant as will be necessary, at Sarnia, to cnable the work to be
started without delay in the Spring. We will need from your
Department assistance in regulation navigation [sic] in the
vicinity of the wreck while the operations are being carried out.
The current is strong, the water is deep and large boats passing
at a high speed will be dangerous to the successful carrying out
of the undertaking and might cause heavy damage to property as
well as loss of life.

We should be glad to have a reply from you at an early date
as our preparations will depend on your attitude.

We understand that you will take no steps to place the work
in the hands of any other parties until you have fully considered
our proposition and given us a chance to consult further with
you provided it is not accepted.2!0

210pyblic Archives of Canada, Ottawa, R. G. 42, Series 1l B1, Volume 194, File #32127, document #69.
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It was, certainly, the response for which Ottawa had hoped, Besides simplitying
the matter enormously by having the wreck's owner removing it at his expense, rather than
paying someone else to do it and then sending the bill to the owner and hoping for
payment, the government call for tenders had not been very successiul. John Harrison and
Sons from Owen Sound acknowledged receipt of the call for tenders, but were unible to
quote a price at the present time. They did, however, send Ottawa a photograph of their
tug, Harrison, with particulars as to power and size, and hoped that Ottawa would keep it

on file for future reference.2!!

The Goliath of Great Lakes wreckers, the Reid Wrecking Company of Sarnia, had
submitted the only tender. Their plan was to bulk-hcad (that is, scal off most open
portions) and pump air into the two sections of the sunken Joliet 1o displace the water
inside the vessel and float up the remains. They were quick to add that il conditions did not
permit this, "it would be necessary to dynimite [sic]."2!2 For their work, they requested
$35,000.00 plus the salvaged material. Unfortunately, by not stating the time of completion
of this proposed undertaking, they did not completely comply with the tender request , but
this omission might have been conveniently overlooked or remedicd by Ottawa had the

government not been courting the Pitisburg Steamship Company.

On November 18, 1911, two days past the deadlinc for submitting tenders, B. H.
Fraser submitted a memorandum to Colonel Wm. P. Anderson in Ottawa, stating, "...1
would strongly recommend that the proposai of the owners be accepted."2!3 His reasoning
was that the Pittsburg Steamship Company had a history of reliability, there would be no

cost to the Department of Marine and Fisheries, and "the fact of a company of this kind

21 1pyblic Archives of Canada, Ottawa, R. G. 42, Series Il B1, Volume 194, File #32127, document #37.
212pyblic Archives of Canada, Ottawa, R. G. 42, Serics II B1, Volume 194, File #32127, document #28.
213pyblic Archives of Canada, Ottawa, R. G. 42, Scrics II B1, Volume 194, File #32127, document #3().
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The Reid Wrecking Company's

tender to remove the sunken Joliet from the St. Clair River.

JANS= 10, Prea JTREID,Sccry. W.H.REID, Taca,

A.Johnston, 913 ‘»-"‘_“ R
Deputy Minister of Marine & Fisheries, vt
Ottawa, “
Dear 8ir:-

Complying with your request of November 6th, regard
removal of the wrecked 3tr JOLIET, sunk 4n the St.Clair River, off
Sarnis; we hereby tender to remove this Steamsr» to..tha olear aapth of
Thirty fest (30'), to the satisfaotion of your Dspartment, with the
underatanding, that, should we be awarded the contraot, thet 2ll sale
vage from this Steamer be awarded to us; n oonsideration of the
above, we hereby agree to complete the removal to the depth sbove®
specifiader-including the salvage, for the net sum of Thirty Five
Thousand Dollars ( $36,000.00), this amount to be paid upon the come
pletion oy the removal.

It 48 our glan to bulk-head and pump out,if possible, the
two pactions of the Steamer, so that the ohannel will de entirely
clear, but should we find that the conditione will not permit this,

then 1% wonld be necessary to dynimite, or remove the parts to the
required depth.

Haping that this tender will be .addeptadle, and that we
will be awarded the contraoct, we ramain, :

Vory Respectfully Yours,

THE REID WRECKING C0,, LT

w
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accepting full responsibility under the circumstances is of great value to us."214 His
conclusion faulted the one omited item, namely the time of completion, in the single tender

submitted by the Reid Wrecking Company of Sarnia.

Colonel Anderson, a man of few words, scrawled on the memorandum, “l

concur,"213

On November 21, 1911, Ottawa informed the Pittsburg Stcamship Company that
their proposition, as contained in their recent reply, had received the consideration of the
Department of Marine and Fisheries, and that “the proposition as submitted will be
satisfactory."216 Four days later, the Jolier's owner acknowledged reccipt of their offer's

acceptance.2!7

Curiousity possibly overcame legalities when, on December 1, 1911, the Pittsburg
Steamship Company's Insurance Agent, A. H. Langell, wrotc a letter to Ottawa requesting
the amounts of the bids made by the wrecks for the removal of the Jolict.218 His reaction to
the Department of Marine and Fisheries' honest reply ("..the only offer received was for
the sum of $35,000.00, and that offer was made with the understanding that the
Contractors should be allowed to retain all material removed”)2!? was not recorded, nor

was any official reason ever given for this information request being made in the first place.

The winter of 1911-1912 passed quietly on the St. Clair River. If the amount of
correspondence and other paperwork pertaining to the Joliet is any indication, government

offices on both sides of the river hibernated. When spring arrived and the business of

241pid,
2U5pid,
216pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 BI, Volume 194, File #32127, document #31.
217public Archives of Canada, Ottawa, R. G. 42, Series 1l BI, Volume 194, File #32127, document #33.
218pyblic Archives of Canada, Ottawa, R. G. 42, Series Il B1, Volume 194, File #32127, document #34.
219pyblic Archives of Canada, Ottawa, R. G. 42, Series I BI, Volume 194, File #32127, document #35.
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clearing the wreck of the Joliet had to be confronted with renewed energy, William
Livingstone, the President of the Lake Carriers Association in Detroit, wrote a letter to I.
G. McPhuil, the Commissioner of Lighthouses, a branch of the Department of Marine and
Fisheries in Ottawa. Livingstone briefly reviewed background information on the case, and
outlined how the owners planned to raise the wreckage by using two large barges, acting as
huge pontoons, onc on cach side of the wreck. The barges would have two huge anchors
with long cables running out towards either bank (with there being 400 feet of clear water
on the Canadian side, and 600 feet on the American side.) The traditional navigation format
remained the same, namely that upbound vessels would use the Canadian side of the river,

while downbound, the American side. The gist of Livingstone's letter was a request:

Our Committee on Aids to Navigation suggest that there
should be four stakes with lamps to show captains just how
close they can go to the Canadian Bank. And I am asked if T will
not try and get the approval of the Canadian Government to put
them in and take charge of them.

And for these reasons I am taking the matter up with you to
sce if you will not kindly arrange in some way to have these
stakes put in....220

One can only chuckle with amusement on contemplating the look on Livingstone's
face when he received a telegram from J. Johnston, the Deputy Minister of Marine and
Fisheries in Ottawa, providing approval for the suggestion to place stake lights between the
Joliet wreck and the Canadian shore, but concluding with the perplexing line, "Understand

"221 Livingstone, concluding that the problem in Ottawa was

you will make arrangements.
financial, offered to furnish the stakes and lights, but made it clear that he preferred one of

the government officers to position the stakes in their proper locations on the Canadian

220public Archives of Canada, Ottawa, R. G. 42, Series 11 Bi, Volume 194, File #32127, document #37.
221pyblic Archives of Canada, Ottawa, R. G. 42, Serics 11 B1, Volume 194, File #32127, document #39.
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shore. Hinting at impatience, Livingstone asked "Can you not do this without much
inconvenience?" He closed by making it clear that the Lake Carricrs Association wanted

lights that would be recognized as regular Canadian government lights, 222

B. H. Fraser, Acting Chicf Engineer in the Marine and Fisheries Department,
appointed W. H. Carson as Engincer-in-charge responsible for arranging the lights near the
Joliet. Fraser informed Livingstone that Carson could be reached at the Vendome Hotel in

Sarnia.223

Fraser's complete instructions to Carson before the latier's departure for Sarnia
included arranging for stakes to mark the Canadian side of the river “as requested by Mr.
Livingstone."224 Carson was ordered to send full particulars to Ottawa immediately so that
they could be included in the latest Notices to Mariners, and to similarly advise Mr.
Livingstone so the equivalent could be published in the United States. Fraser, having
mastered the frugality of government office regarding public expenditures, ordered Carson
to "Try and arrange with the owners of the Joliet [the Pittsburg Steamship Company] to
provide the buoys and maintain the lights."225 Carson’s final assignment was to report
fully to the Marine and Fisheries Department on the work being done to the Jolier.

Carson proved to be outrightly eloquent and detailed in his responsible fulfillment

of this latter instruction. Writing his first report from thec Vendome Hotel in Sarnia,

Ontario, on May 11, 1912, he described the undertaking:

..The wreck at present lies completely submerged in 40 feet
of water....The deck cabins and wheel house, masts, cte. have all

222pyplic Archives of Canada, Ottawa, R. G. 42, Serics II B1, Volume 194, File #32127, document #40,
223pyblic Archives of Canada, Ottawa, R. G. 42, Series Il B1, Volume 194, File #32127, document #42,
224pyhlic Archives of Canada, Ottawa, R. G. 42, Series 11 B, Volume 194, File #32127, document #41,
2251bid,
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heen carried away or crushed with the ice coming down the river
in the spring, so that nothing is visible above water.

On the east side of the S. S. (Steam Ship] "Joliet” is moored
fore and aft, the barge, “John Fritz," 436' x 50' and at present
drawing 9 fect of water. Immediately on the other side of the
wreck is moored the barge, “James Rasmyth,” 385" x 45'6",
londed down with a cargo of coal and water and drawing 20 feet
of water. This was donc for the purpose of giving protection to
the two divers from the very swift southerly undercurrent, while
carrying the drilling operations out, below the surface. As soon
as the drilling is completed this barge will be withdrawn.
Further west from the "James Rasmyth" is moored fore and aft
the third barge, “"John Smeaton," 446' x 50' and drawing 9 fect
of water at present.

Through the gunwale plates of the wreck, holes are being
drilled by compressed air drills and into these holes, U-shaped
bolts are being placed and bolted up, making 30 on each side of
the vessel. Attached to the U-bolts are heavy chains whose upper
ends are in turn caught, by what is termed, a devil's claw,
turnbuckle, and a hanger, that clasps upon and over the gunwale
angle irons.

The wreck will thus be supported by 60 heavy chains and an
additional 2 inch steel cable will be carried under the stern and
caught up in a similar way to the other fastenings. The two
large barges which will be on either side of the wreck are being
prepared in their two centre bulkheads in a special manner. Each
barge at present holds about 5 and a half feet of water in their
bottoms from stem to stern, but additional storage of water is to
be secured by adding 6 feet more in the following manner.

The two interior bulkheads are divided up longitudinally by a
wall 6 feet high from the floor of the hold, formed of two
thicknesses of heavy planking, between which is inter--?-- a
sheet of canvas. The plank walls are all carefully strutted with
heavy timbers and all joints at sides and floor arec made tight
with cement. Captain W. W. Smith intends to pump water into
the two pontoons till a depth of 11 and a half feet of water is
obtained in the holds of each, when ecach vessel will then draw
about 20 feet. The 60 chains will be made fast to the wreck and
adjusted with the turnbuckles till everything is tight. The water
will then be pumped out of the longitudinal 6 foot half sections
of cach vessel next the wreck and the result expected is, that the
wreck will be lifted up with the buoyancy of the pontcons. The
water in the outer half section of the pontoons will secure their
stable equilibrium until the whole outfit is towed to a safe
berthing place.

Opcrations are now well advanced, the chains are almost all
in position and most of the bolts bolted down. The bulkhead
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divisions are completed and only require caunlking and fightening
up before the pumping in of the water, which will take place in
a few days when cverything is in readiness. The bow of the
"John Smeaton” is securely held in position with two large
anchors, also by a 2" steel cable about 1800 feet long carried
over to the American shore and anchored there. When lifting
opcrations begin any lateral movement caused by the current will
only tend to move the wreck parallel to the Canadian shore. The
whole work is being carried out under the personal supervision
of Captain W. W, Smith with a gang of from 28 to 30 men and
is being donc in a thoroughly efficient manner and 1 have every
reason to believe the result will be successful and satisfactory.
The lightship "Kewaunce” which was moved above the wreek has
been removed and instcad, the "John Smeaton' and "John Fritz"
each carry at night, forward, on the forestay, one anchor light
and two harbour lights on the bows, while aft, each carry (sic)
one stern light and two harbour lights on the main stays of the
funnels.226

Four days later, Carson, again writing {from the Vendome Hotel in Sarnia to his
superior, Fraser, in Ottawa, described his success in arranging, or rather, wrangling,
satisfactorily the provision of the buoys and maintenance of the lights with the owners of
the Joliet. He also painstakingly surveyed thc Canadian bank and submitted a plan showing
‘its location in relation to the wreck. That plan also indicated where the light buoys were
first set, and where they were now. Carson had sct four stakes, alter which a fisherman
named Charles Chester, of 251 Queen Street, Sarnia, confronted him with very strong
objections, arguing that the foreshore opposite the wreck of the Jelier was leased by him
for fishing purposes from the Canadian government, and that the stakes interfered with the
dragging of his nets and other fishing business. Even in 1912, it didn't take too much to
create bureaucracy --- or to cripple it! Carson was forced to relocate three stakes (the fourth
was considered superfluous by then), an arrangement that left both fisherman Chester and

Mr. Lynn, Livingstone's Lake Carriers Association representative, satisfied.227

226pyblic Archives of Canada, Ottawa, R. G. 42, Series [I B1, Volume 194, File #32127, document #51.
227pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #48.
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Carson had painted the three stakes red for easier daytime awareness, and at night,
cach stake showed a red light. The numbered stakes were placed near the Canadian shore,
in about 21 fect of water, with the distance between stake number one and number two
being about 680 feet, and between number two and number three about 880 feet. This
technical information Carsor. Eonvcycd to both Fraser in Ottawa and Livingstone in
Detroit,228 Notice of the establishment of the barges to mark the wreck site of the Joliet

appeared in the official “Notices to Mariners" publication.229

Weceks went by, and the remains of the Joliet refused to budge. Finally, on June 8,
1912, Coulby, the President of the Pittsburg Steamship Company, wired Fraser in Ottawa
that "...We have made two attempts but find it impossible to lift her off the bottom....we
arc satisfied the only way it can be done is with explosives...."230 With that, Coulby
requested that Ottawa send a representative as quickly as possible to the wreck site in order

to determine the next course of action.

Fraser himself appcared at the Vendome Hotel in Sarnia by June 11, 1912, and
after an inspection of the site and discussion with Captain Smith, the wreck master for the
Pittsburg Stcamship Company, requested that a meeting be held in Detroit between himself
and a representative of the company to prepare a new course of action for the Joliet, since

removal was impossible.23!

In Detroit on June [8, 1912, Fraser met with Mr. Cottrell, a company
representative, and took the stand that the company was bound by its offer of November
L5, 1911. Fraser argued that a change in plans, since that company had abandoned all hope

of removing the wreck by pontoons as originally intended, necessitated their submission of

228public Archives of Canada, Ottawa, R. G. 42, Series 11 Bl, Volume 194, File #32127, document #46.
229<Notice to Mariners.” (Outawa: Dominion of Canada): No. 29 of 1912, dated May 8, 1912,

230pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #57.
231public Archives of Canada, Ottawa. R. G. 42, Series 11 B1, Volume 194, File #32127, document #62.
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another proposition for the approval of the Department of Marine and Fisherices betore they

could be released from the original undertaking.23?

With the change in modus operandi, another comptication presented itsell:

The [Pittsburg Steamship] Company expected to meet with
objections from the company controlling the Sarnin tunnel
should they undertake blasting operations. They wish the
Department [of Marine and Fisheries] to take some steps towards
protecting them in this matter but I [Fraser| stated that this was
entirely out of the question, They wish to know if the
Department would provide an inspector to sce that any agreement
that they might make with the tunnel company was adhered to. 1
thought there could be no objection to this and consequently
made the following conditions to be included in their offer:

The wreek to be removed to a clear depth of 30 Teet low
water,

Any debris to be deposited only in immediate vicinity for
convenience in sweeping,

All responsibility for damages of any kind to be assumed hy
the Pittsburg Steamship Company.

Definite date for completion to be stated.

The proposed method of clearing away the wreek to he
described.

The completion of the work to be to the satisfaction of the
Department of Marine and Fisheries of Canada.

If required by the company an inspector will be supplied by
the Department during the progress of the work,233

The local press clearly indicated that, "As the wreck lies in Canadian waters, the
Dominion authorities have jurisdiction, but the Pittsburgh Steamship Company, owner of

the Joliet, will conduct the wrecking operations,"234

232pyblic Archives of Canada, Ottawa, R. G. 42, Series Il B, Volume 194, File #32127, document #70).
233pyblic Archives of Canada, Ottawa, R. G. 42, Scries II BI, Volume 194, File #32127, document #75.
234The Sarnia Observer, June 25, 1912.
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Efforts to raise the wreck using barges as pontoons had been abandoned earlier that
spring, but there was once again talk of building a type of cofferdam to break the current

and raise the wreck that way.233

Commercial shipping was informed that the wrecking barges above the Joliet had
been removed, and that the lightship, Kewaunee, returned, moored directly over the wreck,

and "will continue to mark it until it is finally disposed of,"236

By June 26, 1912, the decision to dynamite the wreck was formally proclaimed in
the press.237 Coulby announced, on July 3, 1912, that his company was ready to do the
dynamiting, since that was evidently the only way in which the obstruction could be
removed. Desirous that all possible precautions be taken, Coulby requested that a
representative of the Department of Marine and Fisheries be present to offer suggestions

during the progress of the work.238

By carly July, 1912, offers to help destroy the remains of the Joliet reached the
Department of Marine and Fisheries. From famed hardhat diver William Baker, of 10
Butler Street, Port Huron, came a brief note casually stating, “I understand you folks have
some work on the stcamer Joliet for a Diver and as I have done some work for you people

"y

on Colchester Light under Mr. Egan would like to do some on Jolier."239 From Austin

Powder Company of Michigan, Detroit, arrived a letter indicating,

..we understand bids are to be opened soon for [the Joliet's]
destruction by dynamite. Now we are looking for an opportunity
to furnish the cxplosives. Would it be asking to [sic] much of

2351bid,

236"Notice to Mariners,” Dominion of Canada, No. 46 of 1912, dated June 26, 1912.

23The Toledo Blade, June 26,1912,

238public Archives of Canada, Ottawa, R. G. 42, Series II B1, Volume 194, File #32127, document #77.
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you to give us the name of the successful bidder? If so we would
thank you.240

Ottawa politely and noncommitally informed both volunteering partics that the work
was being done by the owners, the Pittsburg Stcamship Company, so the Department of

Marine and Fisheries was in no legal position to hire them or use tiweir products, 24

Johnston, the Deputy Minister of Marine and Fisherics, appointed one of the
Department’s engineers, Mr, Emile M. Longtin, as inspector during the work of removing
the wreck of the Joliet. Longtin, who left for Sarnia on July 8, 1912, 1o meet with Captain
Smith on the morning of the ninth, had received instructions from Ottawa to see that the
company's terms were adhered to, (o keep the Department informed of the progress, and to
represent the Department in assisting the company with their work, while at the same time

having no authority to assume any responsibility that properly rested with the company. 212

Coulby, meanwhile, was quite concerned about one situation:

I particularly desire, for our protection, and to avoid any
confusion or difficulty in the future, that the inspector...be
instructed to make a thorough inspection of the Grand ‘% runk
Tunnel, running under the St. Clair River, before the work of
destroying the wreck begins, and I would also appreciate it, if
this inspector would, from time to time, examine the condition
of the tunnel as the work progresses, so that no damage is being
done by the opcration of destroying the wreck.

My own opinion is that it would be impossible to do any
damage to this tunnel in removing the wreck of the Joliet, and §
am confirmed in this opinion after having discussed the matter
with men who bhave had a great many years of experience in
doing this kind of work. The only thought thatl occurred to me
was that after the wreck had been removed it might be claimed

240pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B, Volume 194, File #32127, document #83,
241pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, Fite #32127, document #89,
242pyblic Archives of Canada, Ottawa, R. G, 42, Series 11 B], Volume 194, File #32127, document #82.
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that the removal had caused damage, which had existed before the
Jolict was sunk,?43

Unfortunately, Johnston's department had no authority whatsoever to make such an
inspection of the twenty-year-old railroad tunnel, and consequently could not instruct their
engineer to do $0.244 In fact, Longtin was specifically ordered not to inspect any tunnel
without direct orders from Ottawa. "Do not commit yourself in any way as (o the effect of

blasting operations on this tunnel," Fraser commanded.245

Longlin's first written report, dated July 13, 1912, was a three-page letter written
on the smallish stationery of the Hotel Vendome in Sarnia. Longtin stated that an inspection
of the St. Clair Tunnel was made by Captain Smith and some officials of the Pittsburg
Steamship Company, but that he himself had declined to join the party and had successfully
evaded all questions they posed regarding blasting effects on the tunnel. His description of

the actual work, as well as some details of daily life, is best reported firsthand:

...Blasting Dbegan last friday [sic], 25 lbs. of 70%
nitroglycerin and someone reported no vibration into tunnel (I
expected this on account of soft bottom and swift current). Work
is still going on as I can plainly hear the shots from my hotel
(sunday ([sic] afternoon). I was in the liphtship saturday [sic]
morning and noticed a couple blasts. Water is raised about 20 ft.
with very little wreckage, no other perceptible effects.

They began blowing the stern, down river.

1 sm sure Captain Smith will rush the work as I am told that
o steamer struck last night during foggy hours....

This blasting may last for wecks.

Boarding on the American side is exorbitant. I have arranged
with the Vendome of [sic| $12.50 a weck which I consider a very
decent price....

243public Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #85.
24 public Archives of Canada, Ottawa, R. G. 42, Series 11 B, Volume 194, File #32127, document #87.
245pyblic Archives of Canada, Ottawa. R. G. 42, Series 11 Bl, Yolume 194, File #32127, document #86.
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Every morning the ferry takes me across the river and the
strectcar down to a wharf opposite the wreek where Capt. Smith
is good cnough to send his launch to get me over....246

Eight days later, Longtin reported that work was progressing satistactorily and hat
Captain Smith expected to have the channel cleared up within two weceks, at which time,
sweeping operations could begin to cnsure a clear 30-foot depth of water above any
portions of the dynamited shipwreck. Longtin remembered that the government vessel,
Lambton, had been suggested to him before he left Ottawa as being the perfect vessel for
such an operation, and he now requested the vessel for a few days at the beginning of
August, as "an outsider would be very expensive in this particular place."247 In this
modern age of apparently irresponsible fiscal policics, it is indeed difficult to picture

government worker who was concerned about minimizing government expenses!

The tunnel had no problem with the dynamiting of the Jolier, but domiciles across
the river apparently did. The eminent member of the U, S. Housc of Representatives,
Henry McMorran, wrote to the Minister of Marine and Fisherics in Ottawa on July 24,

1912:

I have a letter from my home city, Port Huron, Michigan,
where I have a brick home located on the American side, almost
directly opposite the wreck of the Steamer Joliet which they are
now attempting to blow up with dynamite. My folks write me
that they are shaking our house badly with the explosions, and |
do not know whether it is in your power to change the situation
by inducing the people to put in lighter amounts of dynamite
and save injuring.our homes or uot, but I would appreciate it
very much if it does not come within your Department if you
would kindly take it up with the proper Department, and if
possible arrange for some modification. I have a nice home there

246pyblic Archives of Canada, Ottawa, R, G. 42, Series Il B1, Volume 194, File #32127, document #93,
247pyblic Archives of Canada, Ottawa, R. G. 42, Series I B1, Volume 194, File #32127, document #96,
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on the bank of the river and do not want to sece it destroyed or
weakened in any way by dynamite if it can he avoided.248

Longtin received a copy of this letter, and concluded, upon careful investigation of
the matier, that he could not find any substantial reasons for the complaints from the
McMorran houschold. He noted that the McMorran residence stood several hundred feet
away [rom the riverfront and across the public highway, and was by no means the nearest
dwelling 1o the area of operation. Longtin spoke with Dan Lynn, whose residence was
quite closc to shorc immediately opposite the wreck site and who reported that although
vibrations were felt, they were not strong enough for concern about danger to the
surrounding buildings. Longtin concluded his report by sidestepping the issue and stating
that "Mr. McMorran's folks had the impression that work in progress was under Canadian
Governmenlt control. After a few explanations on my part they decided to take the matter up

with the U. S. Corporation."249

Johnston in Ottawa, upon hearing Longtin's report, responded formally to the
Honourable H. McMorran, and in a way that was politically correct in light of the
agrecment which the government had made with the Pittsburg Steamship Company, in a

letter which stated that

...] may say that the owners are undertaking the work and
this Dcpartment will assume no responsibility for damages of
any kind. Our inspector is not directing the work in any way but
is protecting the interests of navigation in the vicinity. As the
Pittsburg Steamship Company will be liable for any damages no
doubt the reccipt of your letter will cause them to moderate the
size of the chargcs.zs0

248pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #97.
249pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 Bl, Volume 194, File #32127, document #100.
250public Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #98.
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Mr. McMorran politely acknowledged this response from Ottawa's Deputy Minister
of Marine and Fisheries in a bricf note, dated August 6, 1912, stating, "1 desire to thank

you for your courtesy in the matter, and can assure you I appreciate it very much."2S!

Not everyone was dismayed by the regular rounds of dynamiting in the St. Clair
River. One local vesselman recalled watching the blasting operations from the shore and
seeing Indians from the Sarnia Rescrvation rowing out to gather {ish stunned or Killed by

the blasts!252

By August 3, 1912, work was still behind schedule. Longtin reported 1o Ottaws
that "Captain W. W. Smith and his crew are still hard at work blowing up the remains of
the wrecked S. S. Joliet."253 Citing adverse weather conditions resulting in muddy water
as the main reason for delay, Longtin quoted Captain Smith as predicting that another ten or
twelve working days would probably finish the project. To date, 6,000 pounds of
dynamite had been used, divided into 240 explosions set off during twelve full working
days, with the average of "twenty shots a day" being considered "very good."2% Longtin
also sent a sketch of his proposed "sweeping rig" which would determine the depth of
water over the wreck remains; "...As we have to be thoroughly satisfied that the channel is
absolutely cleared of all obstructions we can't be to {sic] carefull {sic] in selecting the
proper method of doing the work...."255 This sweeping rig consisted of & square grid of
small diameter gas pipes. Longtin's description of this device was simple, yet prictical and
detailed, right down to the precise, minimal cost, the future capability of his device, and the

personnel who would be building his contraption:

251pyblic Archives of Canada, Ottawa, R. G. 42, Series I B1, Volume 194, File #32127, document #107.
252The Port Huron Times Herald, Oct. 19, 1963.
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2581pid,
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Steamer or scow to be anchored 50 feet above wreck
(opstream). Rig to be held with one-half inch rope and let down
with the current till entirely past ahove wreck then brought back
and floated apgain say 20 feet sideway [sic]. Operation repeated
until ground under scarch is thoroughly well covered. If
obstacles are met the 6 fi. pieces above water will take a slant
and thus show their existence, The existing strong current will
greatly help operations.

Method is simple and I think it will prove very effective.
Anchored craft to be shifted when required.

IT S. S. Lambton is at my disposal her crew can build the
above machine in a very few hours right on the upper after deck
of their boat.

Material outside of a coil of rope will cost $12.00. Later it
could be taken apart in 15 ft. lenghts [sic] and stored away for
further use.256

In a less confident, more desperate tone of voice, Longtin indicated that he was

running short of funds: "Will you please kindly see that ] am sent some more money by

return mail?"257 (underscored as in original).

For all his efforts to impress his superiors in Ottawa with his original design of a
“sweeping rig," Longtin was informed on August 8, 1912, that it would not be necessary
for him to remain at Sarnia to do the sweeping at that point. L. E. Cote, representing the
Chicf Engincer in the Department of Marine and Fisheries, took the liberty of "having a
sweeping apparatus constructed from the same design as used by the United States
Government in that vicinity and this will be attached directly to the steamer Lambton."258

The obedient servant, Longtin, was ordered to return to Ottawa as soon as Mr. Carson

236pyblic Archives of Canada, Ottawa, R. G. 42, Series Il B1, Volume 194, File #32127, document #104.

2570p. cit., Public Archives of Canada, Ottawa, R. G. 42, Series II B1, Volume 194, File #32127,
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reached Sarnia to relieve him. Perhaps Longtin's blatant request for money made his

Ottawa colleagues uncasy.

By August 14, 1912, Longtin hud become restless in Sarnia awaiting both the
government vessel, Lambton, and his replacement, W. H. Carson. Captain Smith had
indicated that he wanted to remove the lightship, implying that the work on the Jolfiet was
completed.25? Longtin, with a tinge of resentment aimed at his replacement, wrote to

Ottawa:

«.Capt. Watt, who has been replacing Cap. |[sic] W. W.
Smith lately, removed away, this afternoon, the Lightship which
was moored close to the sunken vessel Joliet, after sweeping the
channel to his satisfaction.

Cap. |sic] Watt told me that the old hoat was blown fat down
to the bottom gravel.

It is now up to our Mr. Carson to verify his report.

I told Cap. [sic] Watt that I thought it was advisable that he
should notify the Lake Carriers Association of Detroit of his
doings and I understand he wired his message immediately.

1 am now awaiting Mr. Carson's arrival and as soon as he
comes in I shall proceed to Ottawa as per instructions dated Aug.
8 - 12,

I have the honour to be, Sir,
Your obedient servant,

Emile M. Longtin%”

Both Carson and the steamer, Lambton, were waiting at Parry Sound; the vessel
had been delayed by rough weather while charging gas buoys near Byng Inlet.26! Both

arrived at Sarnia on August 16, 1912, when an examination of the wreck site was made.

259public Archives of Canada, Ottawa, R. G. 42, Scries If B1, Volume 194, File #32127, document #109.
260pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #112,
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The next day, sweeping operations commenced. Carson, for some unknown reason, swept
the region to a depth of 25 feet and found no obstruction of any kind. Since the contract
called for a clear depth of 30 {eet, a sccond test was made. An obstruction in the vicinity of
the starboard quarter of the wreck's stern caused an outcry; the Pittsburg Steamship
Company, so confident of the success of their demolition, had smugly and completely
rcmoved their wrecking plant from the scene of operations and gone home! Carson
obscrved that it will be necessary to have the company and its equipment recalled and the
obstruction removed, at which point he would make a final test. Meanwhile, news that the
Joliet wreck was cleared to a depth of 25 feet and that all danger to navigation had been
removed was certified by Carson.262 The next "Notice to Mariners" announced the 25-foot
clear depth, and the small obstruction that would be removed soon to clear the depth to 30

fcel,203

Rather than bearing the expense of returning with all its equipment to the scene of
its lost vessel, the Pittsburg Steamship Company hired Captain William McCullough, a
hardhat diver from Port Huron, Michigan, "to remove this obstruction and to take any
scrap for himself he could pick up."264 However, McCullough was engaged with other
contract work all scason, and the obstruction had not yet been removed by November 26,
1912, when ice was due Lo set in shortly. His plan to "attend to this small removal" over
the winter prompled Carson to write that the final sweeping test would be made the

following spring.263

Once again, a long, quiet winter buried the St. Clair River area in inactivity. As it

turned out, there was too much inactivity that winter.

262pyblic Archives of Canada, Ottawa, R, G. 42, Series Il B1, Volume 194, File #32127, document #115.
263"Notice to Mariners,” Dominion of Canada, No. 64 of 1912, dated August 20, 1912.
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On June 3, 1913, William Livingstone, President of the Lake Carriers Association
in Detroit, again wrote to Colonel William P. Anderson, the Chicf Engincer in Ottawa's

Department of Marine and Fisheries. The news was not good.

«.On the 22nd of May the steamer OGLEBAY, in rounding
to for fuel at Miller's Coal Dock, collided with her barge
TYRONE in this vicinity. It is stated that the tow line caught
on an obstruction, supposed to be a portion of the wreek of the
JOLIET....

It scems to be the understanding of sume of onr captains that
a portion of the wreck was cleared to 30 feet and a portion left at
25 feet clearance, with the understanding that it would be
removed later.266

Simultaneously, the law firm of Holding, Masten, Duncan & Leckic in Cleveland,
Ohio, representing the owners of the Oglebay and the Tyrone, asked Ottawa 10 "please
advise us when, if at all, and in what manner, the owner of the Steamer Jofiet which was
sunk in the St. Clair River opposite Sarnia, was abandoned by the owner. [sic] "267 Otlawa
replied that "...the wreck of the steamer Joliet was not, so far as we arc aware, ever
abandoned by the owners, the Pittsburg Steamship Company. The removal of the wreck
was made by that company at their own expense...."268 The Joliet's owners had another

legal battle on their hands.

Emile Longin was asked by his superiors to provide a belated formal report on the
method of using explosives and their effect in the work of blowing up and removing the
wrecked steamer from the boat channel of the St. Clair River during the summer of 1912.

Dated July 10, 1913, it stated in part,

266public Archives of Canada, Ottawa, R. G. 42, Series II B1, Volume 194, File #32127, document #119.
267pyblic Archives of Canada, Ottawa, R. G. 42, Serics Il B1, Volume 194, File #32127, document #118.
268pyblic Archives of Canada, Ottawa, R. G. 42, Serics H B, Volume 194, File #32127, document #121.
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...An old lightship was anchored fifty fect from the wreck,
up stream for the purpose of locating the sunken vessel to
passing steamer {sic| and also to accomodate [sic] divers, helpers,
ete.

A fifty foot flat scol rigged with a long ladder was used as a
platform to store tools, a few boxes of dynamite and permit
divers to go down conveniently.

Compressed air was furnished from a steel tank with a steam
compressor, all on bhoard the old lightship.

The scow was drifted down with a charge and when this was
in position and the diver up, the scow was hauled back alongside
the lightship and the explosive fired.

Dynamite used was No. 70, that is containing 70% of [sic]
Nitro glycerine. The method of using it was as follows:
Eightecn sticks weighing about 25 Ibs. altogether were fired at a
time. A piece of old 2" rubber hose was cut open and the sticks
were inserted two by two. The wrapper of the middle stick was
punched with a sharp piece of hard wood and the cap or exploder
on its long wire was forced into the dynamite. Then the hose
was closed with strings and the diver would go down with it. As
soon as the diver was back and the scow out of the way, the
wires were connected to the batteries.

The Sicmens Magneto-clectric blasting apparatus was used to
furnish the required electric current.

As no parts of the sunken ship were visible from above, her
upper works, funnel, mast, etc.,, having been carried away in the
Spring by floating ice, the effect of an explosion of dynamite
could not be seen except by a Submarine diver and we had to go
by his reports.

The work was begun at the down stream end of the boat and
was gradually carried up, a charge being fired about every half
hour.

The main deck was flattened down [sic] and sides blown out.
The hardest part to destroy was the machinery in the engine and
boiler room.

The first few charges brought uwp the remaining parts of the
wooden deckhouses and from then on nothing was seen to come
up.

In all, 9000 Ibs. of explosive were used during twenty
working days.

Pregress of work was delayed a few days on account of muddy
water caused by storm on Lake Huron, also by neighboring
dredging operations.
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Vibrations were felt but slightly on shores opposite
wreckers. It was feared for a while that the St. Clair tunnel some
3000 feet away would be in danger from vibrations but the fear

soon disappeared when it was ascertained that no vibration
whatever was felt in the tunnel.

The total number of men employed on the job was 12,
counting cook and gasoline launch crew.

Reports from divers were rather meagre; all we could pet out
of them was that the ship was being steadily flattened down. |[sic!

To a certain extent the blowing of the ship was n success but
we have now laying in the channel an old steel carcass with ribs
sticking in all dircections ready to stop a loose tow lne and
cause considerable damage, [sic| it wouldn't be safe also to drop
an anchor in that mass of wreckage.269

Chief Engineer Anderson asked Carson to inquire whether Captain McCullough of
Port Huron had removed any scrap from the wreck,27 as he had been contracted to do by
the Pittsburg Steamship Company in [912. McCullough’s revealing telegram to Carson,

dated July 15, 1913, stated simply, "Have not yel removed all scrap from Joliet will

soon, 27!

McCullough did not get around to removing any of the Joliet scrap during the
winter of 1912-1913, and he removed only a small quantity in the spring of 1913, planning
to remove more as he found opportunity. Since (he episode with the Oglebay and the
Tyrone in late May, 1913, McCullough made another examination and removed whi he
believed was the obstruction, even though the whole wreck still cluttered the river boltom
between three and four feet above the bed of the river. This situation was impossible (o

remedy without patient, painstaking removal of every broken scrap.272

269pyblic Archives of Canada, Ottawa, R. G. 42, Series If BI, Volume 194, File #32127, document #125.
270public Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #126,
271pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 B1, Volume 194, File #32127, document #127.
272pyblic Archives of Canada, Ottawa, R. G. 42, Series II B1, Volume 194, File #32127, document #1284,
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Curson, in an August 7, 1913, memorandum to the Chief Engineer, indicated that a
towline in the river shall not be longer than 500 feet, but the vessels in question had a
towline ajmost twice that length, a common, but dangerous practice, with the result that "on
slackening speed, the tow line sags considerably and anything at all in the bed of the river
in the naturc of a snag is liable to be caught on to by line, causing trouble."273 This
information, coupled with the fact that the Canadian government had recognized 25 feet of
clear water over the wreck site by the time of the mishap in the spring of 1913, ended the
lawsuit against the Pittsburg Steamship Company.274 As Colonel Anderson summarized to
William Livingstone, "I am sure that you will not claim that we are bound to protect tow

lines, if they are allowed to drag along the bottom of the river."275

Carson also certified that his final test over the site of the Jolier, which he swept

five times as a precaution in early August, 1913, showed a clear 30 feet of water.276

Since discretion did not permit the use of more than 25 pounds of dynamite at any
one time as a precaution against damage to the St. Clair River Tunnel, it took two summers
of work to level the Joliet to a safe height.277 One report states that the dynamite charges
had been so ineffectual that, during World War I, when soundings were made in the river
by the United States War Department, the old wreck was found to be altmost intact and still

a potential menace to navigation.278

24bid.

2Mpublic Archives of Canada, Ottawa, R. G. 42, Series I B1, Volume 194, File #32127, document #132
and #133..

275pyblic Archives of Canada, Ottawa, R. G. 42, Series II B, Volume 194, File #32127, document #131.
276pyblic Archives of Canada, Ottawa, R. G. 42, Serics II BI, Volume 194, File #32127, document #129,
217The Port Huron Times Herald, Oct. 19, 1963,

2I8The Port Huron Times Herald, Oct. 4, 1959, Darothy Mitts, “A Night of Excitement and Bravery,” part
of the “Where the Wild Goose Flies" series.
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For years, the steel wreckage lingered and decayed on the bottom of the St. Clair
River. Scuba divers in the 1950's and carly 1960's explored the remains regularly,
observing the Jarge anchor amidship that had been lost from another vessel when it became
entangled in the wreck. However, in October, 1963, the U. S. Corps of Engincers
removed the vast majority of the steel wreckage of the Jolier because low water levels had

again made her a hazard to navigation.2?9

One can question what might have transpired had the Pittsburg Steamship Company
not offered to bear the responsibility of removing or clearing the wreck of its vessel, the
Joliet, from the shipping channel on the Canadian side of the St. Clair River, The
Dominion government would likely have accepted the tender from the sole respondent, the
Reid Wrecking Company, which, based on the company's reputation, would have
succeeded in doing the job. The responsibility of paying Reid's would have sat with the
Canadian government, which, in turn, wou'ld have had the ugly and challenging task of
collecting the salvage fee from a company in a forcign country. An unwilling and deftant
Pittsburg Steamship Company would have found its vesscls and their cargoes threatened
with confiscation upon entering Canadian waters and harbours. The potential dent in
international relations on the Great Lakes, had it reached that point, would likely have
found early remedy from William Livingstone, the revered President of the Lake Carriers
Association, an honest, no-nonsense [igurec who knew the value of maintaining open and
positive lines of communication with all commercial and government interests utilizing and

affecting the lakes.

In spite of the eventual solutions, legal complications, government burcaucracy,
costs, and human nature had combined to retard the development and implementation of a

speedy solution to the sudden sinking of the steamer, Joliet.

2791bid. This article also contains an interesting photograph of the enormous scrapyard of steel that was
deposited onto a barge when the wreck was finally removed.
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b) The Walter R. Pringle (May 6, 1920)

The 251.49-ton wooden propeller, Superior, (later to become the Waliter R.
Pringle) slid down the launch ramp at the Cleveland Dry Dock Company on Saturday,

September 13, 1890, measuring 98' in Iength, 299" in beam, and 10' in draught.

Constructed for the Duluth-Superior Steamship Company of Duluth, Minnesota,
and working for them for the first five years of her existence as a passenger ferry on the
short run between Duluth, Minnesota, and Superior, Wisconsin, the Superior spent most

of her lifetime registered at Cleveland, Ohio.

From 1895 to 1900, the Euclid Beach Park Company owned the Superior,
operating her 425-horscpower stcam engine in that transportation of passengers between
Cleveland and Euclid Beach Amusement Park. Then came two years of private ownership
by an individual from Cleveland with the memorable name of J. A. Smith, who sold the
vessel (o the Pittsburgh Steamship Company in 1902; for the next 15 years, the Superior

operated at Sault Ste. Marie as a grocery boat, locally nicknamed a "garbage boat."280

Finally, the Pringle Barge Line of Cleveland purchased the ship in 1917, spent the
winter of 1917-1918 having her converted to a tugboat of 199 gross tons by the Wolverine
Dry Dock Company of Port Huron, Michigan, changed her name in honour of family, and
operated the vessel in the towing of coal barges from Lake Erie ports to ports mostly on the
Detroit and St. Clair Rivers, unti! her demise on the St. Clair River in the spring of

1920.281

280 Master Sheet” on the Superior, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

280“Ship Information and Data Record” on the Walter R. Pringle, the Herman G. Runge Collection,
Milwaukee Public Library, Milwaukee, Wisconsin.
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In 1920, at the age of 30, the Walrer R. Pringle was an aged vessel by Great Lakes

standards.

On May 6, 1920, while the vessel was docked in Port Huron, some repairs were
being effected in the Pringle’s boiler room. Flames suddenly shot out from that area and
spread quickly. The three crewmembers on board the Pringle worked hard 1o extinguish the
flames, but ended up having to make haste to escape with their fives. Fearing for the safety
of the Golden Age, the vessel ticd off ahead of them, the Pringle’s crew cut their vessel's

ropes and cast her adrift.

With {lames streaming from her cabin and decks, the Walter
R. Pringle was looscned from her moorings at the dock of the
Morton Salt company Friday morning and allowed to drift with
the current of the St. Clair river, no efforts to quench the fire
being successful.282

The Walter R. Pringle drifted to the shallows at the head of Stag Island, and burned

to her waterline, a complete loss.

When the Superior was three years oid, in 1893, she ranked "Al" in terms of
marine insurance, with an appraiscd value of $28,000. Two years later, she still rated
"Al," but had depreciated to $18,000. In 1897, the Superior still managed to maintain both
of those figures, but by 1906, she had slipped (o an "A2" rating, with an appraised value of
only $6,500.283 By 1920, the vessel had been converted Lo a tug, and she was still

insurable, as later events indicated.

Within a month of the Pringle's conflagration, and with the Pringle Barge Line

authorities anticipating a request to remove the wreckage of this U.S.-registered vessel

282The Port Huron Times Herald, May 8, 1920,

283"Ship lnformalio_n al:ld Data I.lccord" en the Walter R. Pringle, the Herman G. Runge Collection,
Milwaukee Public Library, Milwaukee, Wisconsin,
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{rom Canadian waters (which was, incidentaily, not in the way of river navigation), a small
display ad appeared in the Detroit Free Press, offering the tug, Walter R. Pringle, “for sale
as she now lies sunk about '/, mile above Stag Island, St. Clair River. The purchaser to
guarantce removal of the vessel to the satisfaction of the navigation authorities."284 There

were no tuakers.

On June 24, 1920, a Canadian named F. P. Dawson, through the law firm of
Hanna, Lesucur & McKinley of Sarnia, contacted the Department of Marine and Fisheries
in Ottawa to complain about this shipwreck. In that letter, Dawson expressed concern for
the environment, arguing that the wreck "makes a most unseemly blot on an otherwise

pretty and beautiful spot in the St. Clair."285 He continued:

There has been for a number of years an old boat lying
immediately to the South end of the Island and while this was of
course undesirable, still no comment has been forthcoming as
nothing further in the way of allowing other ships to lie there
has happened. However, this year an old hull {the Walter R. Pringle]
drifted into the North end of the Island...

The particular district around the spot where these boats are
is fast becoming a favorite summer resort. The writer is
interested in, and lives on a piece of property immediately
opposite the hull first mentioned in this Jetter...On bechalf of
myself and other interested parties, I would ask that some action
be taken to have these hulls removed....286

E. Hawken, the Assistant Deputy Minister of the Department of Marine and
Fisheries, responded immediately by mail, indicating that the District Engineer for Ontario

would examine this matter and report on it at an early date.287

I84The Detroir Free Press, June 9, 1920,

285pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 Ci, Volume 379, File #24-2-88, document #1.
3861bid.

287public Archives of Canada, Ottawa, R. G. 42, Series II C1, Volume 379, File #24-2-88, document #2.
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Position of the Walter R. Pringle
w in the St. Clair River.
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A month later, William Carson, the District Engineer writing from Ambhersburg,
Ontario, sent a report of the examination he made on July 22, 1920, complete with a map
and several photographs of the abandoned shipwrecks off Stag Island, to his superiors in

Ottawa:

Dealing with the wreck on the north of Stag Island, this
appears to be the steam tug “Pringle” American register which
was burnced and drifted down on to the shoal below Stag Island
gas buoy. 1 fixed the bow with a round of sextant angles, also
taking sounding at bow and stern, which shows (sic) 14'6" and
13'6"” of water respectively. The wreck lies practically up and
down stream or about northcast and southwest. Boiler, piping,
funnel, ete. stand about 10 feet out of the water while the upper
iron plating of hull shows above water on the east side....The
owners are believed to be The Pringle Barge Company,
Cleveland, U.S.A.288

Carson gave his opinion that, while the wreck was not in the way of navigation, it
was certainly possible that large freighters at anchor in a thick fog ran the danger of
swinging round and hitling it, suffering damage. A concern for the safety of the ferry
vessel operating between the east side of Stag Island and Marysville, Michigan, since this
vessel manoeuvered past the wreckage every day, in season, was also expressed. His
conclusion was "I consider that this wreck is an obstruction to navigation and recommend

that the owners be asked to remove the wreck at once...,"289

Carson also commented on the other wrecks around Stag Island, utilizing this

opportunity to proudly, if laughably, display his navigation skills:

With reference to the wooden hull of an old boat recently
placed on the bar at the south end of Stag Island, I located the
stern of this wreck with a round of angles. The stern is in 10 9"

288pyblic Archives of Canada, Ottawa, R. G. 42, Series II Ci, Volume 379, File #24-2-88, document #8,
2891hid.
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of water and the bow 10" 6" while the hull lies at an angle of 62
deg. from magnetic north. The wreck stands about 7 feet above
water at stern [and he nceded "a round of angles” o "locate” this?!] and
tapers to nothing at bow. As far as 1 could learn from Captain
Reid of Reid Wrecking Company, Sarnin, this is believed to he
the old "Romeo" sunk in Black river, raised by Port Huron Sund
and Gravel Company and towed to its present site by the
Thomson Tug Line to be abandoned. This wooden hull is 145
fect long, and 25 feet heam, being an American barge.

About north-west from this there are other two [sic] wreeks
lying near onc another with a pontoon between them....These
have apparently been there a long time and I could get no
information as to their identity. The rib sticks [sic| up above
water and present a very unsightly appearance on the landscape.
Their location is such that they are not an obstruction to
navigation but it is not right that this locality be made a
dumping ground for old wrecks.

There is valuable property on shore immediately opposite to
these wrecks which is not improved by their presence, so
removal is recommended.290

Then, in an unexpected passing of the buck, Carson concluded, "It appears (o me
that this is in the jurisdiction of the Department of Public Works and the matter might be

referred to them for action."29!

It was likely this latter recommendation, complemented by Carson's mutilation of
the English language, that compelled his superiors in Otlawa to "pass the buck” 1o the

Department of Public Works.

Two years later, H. B. Craig, the Districlt Engincer with the Department of Public
Works in London, Ontario, contacted Otlawa regarding "the question of setting aside

suitaule arcas” for the purpose of placing wrecks:

Concerning the matter of suitable areas in the St Clair
River for placing wrecks, I would state that, while I bhelieve the

2904p;q,
291 ppig.
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area at the foot of Stag Island would serve as a proper place for
this purpose, I think it would be well to discuss the matter
further....] would expect that objections would be made by the
owners of Stag Island or residents in that vicinity to any definite
setting aside of the proposed arca for placing wrecks and [
believe that similar objections would be raised regarding any
other area set aside for such purpose....292

Carson added a memo to the letter sent by District Engineer Craig, agreeing
wholcheartedly with him about Stag Island being a suitable depository for abandoned
wreeks, and adding that local residents would surely oppose such a move, Carson ended
his endorsement with, "It secems to me the matter might stand for further investigation and

consideration,"293
Nine years later, the matter arose again.

B. F. Gillham, the Stag Island Ferry operator, from Corunna, Ontario, wrote to the
Department of Marine and Fisheries in Ottawa on April 6, 1931, expressing his concern

over "the @rcck of the Tug 'Pringle’ which lies at the head of Stag Island."

..For some years past, the Hull of the Tug has been a foot
to two feet under water with the boiler sticking up, which
especially at night was a menace to all small craft, but the ice
this winter has carried the bhoiler away so that it is imposible
[sic] to sce the hull untill [sic] you right [sic] on top of it. Now
Sirs 1 know this wreck is not in the navigation channel, but 1
am afraid that one of these speed boats that are rushing around
all over is going to pile up on it, and, well, it makes good
newspaper copy....2%4

292pgblic Archives of Canada, Ottawa, R. G. 42, Series II Cl1, Volume 379, 11, /24-2-88, document #9.

293public Archives of Canada, Ottawa, R. G. 42, Series Il C1, Volume 379, File #24-2-88, dacument
#10),

294pyblic Archives of Canada, Ottawa, R. G. 42, Series 1T Cl, Volume 379, File #24-2-88, document
#12,
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Then the real reason for Gillham's concern surfaced: "As for oursclves, we have
our course laid out to & from Marysville that we keep away from it [the wreek] but one
always has a fear of it especially with a boatload of people."2% Gillham suggested that
Ottawa apply some pressure on “the Pringle pcople” for the removal or the dynamiting ol

the wreck.

Two weeks later, Ottawa sent a registered letter to the Pringle Barge Company in
Cleveland, explaining that their wrecked property wis a menace to navigation and that it

should be removed.

As you are the original owners of this tug, you are entirely
responsible for any damage that may be done by vessels striking
the wreck so under the provisions of the Navigable Waters
Protection Act, you are responsible for the removal of this
wreck...advise me at once what steps you propose taking to have
this obstruction marked and lighted and removed without
delny.zg(‘

Perhaps the shock of receiving this official letter from Ottawa, cleven years after the
Pringle burned and sank, caused a delay in the Pringle Barge Company's response. Two
weeks after sending their first registered letter, Ottawa sent a second one, dated May 6,

1931, again requesting similar action,297

Robert C. Pringle, the president of the Pringle Barge Line Company, responded
personally, citing his absence from the city as reason for the delay. After his assurance that

he was fully insured through mostly Canadian and British companies, Pringle guaranteed

2957pd,

296pyblic Archives of Canada, Ottawa, R. G. 42, Series Il C1, Volume 379, File #24-2-88, document
#14.

297public Archives of Canada, Ottawa, R. G. 42, Series If C1, Volume 379, File #24-2-88, docutnent
#15.
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that he would pay anything for which he was responsible. He continued on the topic of
liability:
...] abandonced to the underwriters and they accepted the
abandonment so the title to the property or anything that was
Jeft of the property together with liabilities were transferred to
the underwriters as of the date of the disaster. I was not,
therefore, the owner of the boat at the time she drifted on the
head of Stag Island but the underwriters were. Will you,
thercfore, please take the matter up with their representative,

Mr. R. Parry-Jones, London Salvage Association, Rockefeller
Building, Cleveland, Ohin?298

Pringle also stated that, as he understood it, under Canadian law, after two years
have elapsed, a wreck is considered abandoned and nobody's property. Then he strongly

pointed out thit the Walter R. Pringle had been abandoned for eleven years.

Ottawa's response o the Pringle Barge Company was curt: "Action must be

taken."299

The Pringle Barge Line Company's answer was as blunt, if not as short: "We do
not lecl that there is any liability on our part as we were not and have not been the owner of

the wreck lor cleven ycars,"300
E. Hawken, the Acting Deputy Minister of the Ministry of Marine and Fisheries,

invoked Canadian law in his response, sent by registered mail:

«In reply 1 have to advise you that under Chapter 115 Part
11 of the Revised Statutes of Canada, Navigable Waters

298pyblic Archives of Canada, Ottawa, R. G. 42, Series II Cl, Volume 379, File #24-2-88, document
#106.

299pyublic Archives of Canada, Ottawa, R. G. 42, Series II C1, Volume 379, File #24-2-88, document
#17.

300public Archives of Canada, Ottawa, R. G, 42, Series H C1, Volume 379, File #24-2-88, document
#18.
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Protection Act, the original owners at the time of the wreck are
lianble and any subsequent action whether by abandonment to the
underwriters or otherwise does not in any way relieve you of
your obligation.

I have therefore again to request you to not only have the
wreck marked and lighted but have the obstruction removed
without further delay.3¢!

The Pringle Company did not respond, so Ottawa sent thent another registered letter
three weeks later, making the same requests, 392 but in even fewer words, since tempers
seemed to be getting shorter. Simultancously, concerned over the Pringle Company's
hardnosed stand on their detachment {rom any responsibility for the wreek of the Walter R.
Pringle, Ottawa contacted Mr. R. Parry-Jones, the Pringle Company's underwriter
representative in Cleveland. Since the Company had declared that it had abandoned all
interests in their vessel to the underwrilers, it was a fogical step for Ottawa to attempt to
have the underwriters shoulder the burden of the responsibility, thereby covering all bases.
The Acting Deputy Minister openly asked "what the underwriters propose doing with

regard to the removal of the wreck."303

On July 8, 1931, the Pringle Barge Line Company revealed another entirely new
aspect in the case by claiming that an individual had purchased the remains of the Pringle
from the underwriters.

..Your demand on us, thercfore, that we remove the wreck

leaves us in the dilemma that if we do not comply, we may be in
some sort of trouble with you, whereas if we do comply, we will

301pyblic Archives of Canada, Ottawa, R. G. 42, Scries I CI, Volume 379, File #124-2-88, document
#20.

302pyplic Archives of Canada, Ottawa, R. G. 42, Series 11 CI, Volume 379, File #24-2-88, document
#22.

303public Archives of Canada, Ottawa, R. G. 42, Series I CI, Volume 379, File #24-2-88, ducument
#21.
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be involved in a lawsuit with the present owner as we have no
right to disturb his propcrty....304

Onc doubts that such a purchaser of the Pringle’s remains existed, for, a week after
the Pringle Company communicated this dubious information to Ottawa, it sent another
letter, indicating that "the underwriters are now taking steps to light and remove this
wreck....”305 Parry-Jones, representing the underwriters, had written Ottawa, informing
Hawken that the matter was under consideration with the former owners, and that they
would soon authorize a call for tenders for the removal of the wreck.306 It sounded as

though Ottawa was going to accomplish its purpose.

Nowhere in the remaining correspondence among Ottawa, Parry-Jones, and the
Pringle Barge Linc Company of Cleveland was this unidentified "purchaser” mentioned

again,

Before long, Ottawa received notice from the Sullivan Dredging Company of
Detroit that they had been awarded the contract to remove the wreck of the Pringle. This
company also requested that Ottawa "have a representative...at the site of the work...to
approve of the work." and to kindly write their company "a letter stating that the work has
been done to your [Ottawa's] entire satisfaction, so that we [the Sullivan Dredging

Company| may receive payment from the owners,"307

The Pringle Company signed a contract with Mr. Sullivan's Dredging Company to

have the latier remove the wreck for the sum of $3200.00, on condition that “the removal

304pyblic Archives of Canada, Ottawa, R. G. 42, Series I1 C1, Volume 379, File #24-2-88, document
#2313,

305pyblic Archives of Canada, Ottawa, R. G. 42, Series I C1, Volume 379, File #24-2-88, documment
#24,

306pyblic. Archives of Canada, Ottawa, R. G. 42, Series II CI, Volume 379, File #24-2-88, document
#25,

307public Archives of Canada, Ottawa, R. G. 42, Series II C1, Volume 379, File #24-2-88, document
#26.
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of this wreck shall be made to the complete satisfaction of the Dominion of Canada, the
Minister of Marine,..." and that no payment would be made to the dredging company until

the Canadian government approved the work done by Sullivan. 308

The Pringle Company, in its determination to scttle the matter,™ also requested

that Ottawa have "a man on the job to sce that this work is done satisfactorily."
y

Ottawa sent William H. Carson to oversee the removal, and on August 7, 1931, he
telegrammed the Department of Marine that the wreek was "completely and satislactorily
removed today by the Sullivan Dredging Company using dynamite."3!0 He had also swept
a clear depth of nine feet over the entire arca where the Pringle had rested, and concluded
that two lighters would remove the wreckage to Lake Huron,3!'! where it would be scuttled

in deep water.

When the Pringle Company was notified by Sullivan Dredging that the mission was
accomplished, it asked Ottawa to corroborate that the work had been satisfactorily done
before it paid the bill.312 Sullivan also telegrammed Ottawa asking them to verily the work

he had done so that he could get paid.313This Ottawa quickly did.3!4

308pyblic Archives of Canada, Ottawa, R. G. 42, Series I C1, Volume 379, File #24-2-88, document
#27.

309pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 Cl, Volume 379, File #24-2-88, document
#28.

310pyblic Archives of Canada, Ottawa, R. G. 42, Series II Cl, Volume 379, File #24-2-88, document
#29,

3Wppig,

312pyplic Archives of Canada, Ottawa, R. G. 42, Series 1I Cl, Volume 379, File #24-2-88, document
#31,

313public Archives of Canada, Ottawa, R. G. 42, Serics 11 C1, Volume 379, File #24-2-88, dacument
#32.

314pyblic Archives of Canada, Ottawa, R. G. 42, Series 11 Cl, Volume 379, File #24-2-88, document
#33.
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In his report to Ottawa, dated August 18, 1931, William Carson described the

removal of the Walter R. Pringle:

Work was begun on 3rd. August and completed by the M.
Sullivan Dredging Company on 6th. August, using dynamite and
clamshell to clear away the wreckage. The boiler and cylinders of
engine, also the rudder had been previously removed, apparently
hy some other wrecking firm, but all the rest of the wreck was
removed by the above Contractors, including the propeller,
shaft, engine foundations, thrust bearing, inner and outer
smokestack, the bow and all stern sides and planking also
forefoot, keel in two 18-foot pieces and another 20 ft. length.
The anchor was recovered and all that was left on the bottom of
the entire wreckage were small wood splinters that could not be
grabbed up except by bringing along with them large quantities
of gravel

When I sounded around the wreck in 1920 there was between
13' 6" and 14' 6" of water, but since then, gravel had
accumulated on the shonl around the wreck until there was about
9 feet of water, 1 swept all over the site of the wreck and found a
clear depth of 9 feet which was the greatest depth I could set my
“sweep" for. I herecby certify that the wreck has been completely
and satisfactorily removed....313

Carson concluded with the fact that two scow loads of wreckage had been taken to

Lake Huron and dumped in deep water.316

It took over cleven years to resolve the three-way conflict in the case of the Walter
R. Pringle, a case which saw an unholy trinity of the owner, the underwriter, and the
government clash over responsibility for shipwreck removal. The Canadian government
chased the Pringle's owners with dogged determination, while the Pringle Barge Line
Company tried to squirm out of accepting responsibility by conjuring up incredible

cxcuses, c.g. "l was not the owner of the boat at the time she drifted on the head of Stag

31Spyblic Archives of Canada, Ottawa, R. G. 42, Series I Cl, Volume 379, File #24-2-88, document
#34,

364pid,
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Island,"” "after two years have elapsed, a wreek is considered abandoned and nobody's

property,” “an individual purchased the remains of the Pringle {rom the underwriters.”

It took over cleven years for the Pringle to become a problem; as long as large
portions of the wreckage showed above waler cach year, this nuisance to navigation could
be avoided by vessels easily cnough. However, once the river's ice succeeded in toppling
the boiler and climinating any surface landmarks, the obscured location of this threat to
navigation prompted one concerned boater, namely the Stag Island Ferry operator, to

respond by complaining to Ottawa.

Had the Canadian government casried through its initial response to the problem
back in 1920, instead of allowing cleven years to transpire before bringing up ownership
questions and pulling a mouldy skeleton out of the Pringle Company's closet, the matter
would have been quickly resolved. However, quick solutions from slow-moving

bureaucracies cannot be expected.

d) The Wallschiff (October 2, 1953)

The German mini-freighter, Wallschiff, was on her maiden voyage through the
Great Lakes in the early autumn of 1953, carrying 325 tons of stecl to Muskegon.317 With
a gross tonnage of 882, and a length of 205 feet, this brand new steel vessel (she was
launched on February 25, 1953, at Laucnburg, Germany)3!¥ was ready for the far corners

of the world.

317The Detroit Times, Oct. 5, 1953,

318 Master Sheet" on the Wallschiff, Institute for Great Lakes Research, Bowling Green State University,
Ohio.
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Unfortunately, her rather tender, young crew was not ready for the currents, or the

signal system used, in the St. Clair River.

A clear, mild cvening blessed the St. Clair River valley as the Pioneer, a bulk
carricr belonging to the Cleveland-Cliffs Company, cased silently beneath the Bluewater
Bridge and into the narrow St. Clair River. She carried 9,000 tons of iron ore in her holds.
Captain Timothy O'Leary's 43 years of experience on the Great Lakes did not make him
any less cautious; he maintained a steady firsthand watch on the bridge himself, despite the
lateness of the hour. The veteran sailor knew that this was one of the three dangerous
bottlenccks in the Great Lakes system, so he watched cautiously as his vessel negotiated
the treacherous currents where Lake Huron tried to drain itself into the narrow St. Clair

River.

While still out in the lake, O'Leary had noticed the green running light of a vessel
off his starboard bow, quite close in toward the American side, and still considerably
downstream from the Pioneer's position. That vessel was approaching in what could be
termed "the wrong lane,” or at least not the side of the river usually occupied by upbound

tralTic.

As the two vessels drew closer, Captain O'Leary gave a two-blast signal, indicating
his intention to direct his course to porﬁ, since the approaching vessel was hugging the
American side of the river too closely for the customary port-to-port passing. No response
was received within half a minute, so O'Leary blew a danger signal to alert the captain of
the other ship. He followed this with another two-blast signal. Again, no answer was

reccived, and the ships continued to approach each other.

When the vessels were within 1,200 feet of each other, the upbound craft suddenly
swung to starboard, heading across the river, in an apparent attempt “to get into the right
lanc." Unfortunately, this vessel, the Wallschiff, placed itself right across the path of the

Pioneer.
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In what must have been a terrifying sight for these strangers in a strange land, the
immense Pioneer, with a length of over S00 {eet, bore down upon the pocket {reighter. T'he
collision occurred near mid-stream, in Canadian waters. The Pioneer's bow ripped a huge
hole in the port side of the confused vessel. Following the impact, Captain O'Leary
displayed remarkable prescnce of mind by keeping the bow ol the Pioneer embedded in the
side of the stricken ship, pushing it out of the shipping channel towards the Canadian
shore, where the Wallschiff scttled in 60 feet of water some 200 yards out from the Sarnia

shore.31Y

As it turned out, the only man on board the Wallschiff with any St. Clair River
experience prior to that night was Captain Harold Patterson, the 72-year-old Canadian pilot
who had boarded the Wallschiff at Kingston, Ontario. Tragicaily, Captain Patterson died of

a heart attack during the collision. He was this mishap's only loss of lifc.

The Wallschiff's group consisted of 16 crewmembers and one passenger, all
German nationals, and most of whom were rather young. Indeed, the wheelsman at the
time of the collision was the 15-year-old cabin boy, with very little sailing experience (this
was his second time at sea, the first being a recent trip to Sweden. 32 "Manpower is scarce
on a freighter, and [the cabin boy] was taking his turn at the wheel when the ore ship,
Pioneer, bore down on the Wallschiff in the darkness."32! As frightening as the moment
may have been, the cabin boy rushed below deck immediately alter the impact to warn the

sleeping men below.

The Wallschiff filled with water rapidly; she sank in seven minutes. 322

319The Port Huron Times Herald, Oct. 3, 1953,
320The Detroit News, Oct. 3, 1953,

321The Detroit Free Press, Oct, 3, 1953,
322The Detroir Times, Oct. 3, 1953,
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The Wallschiff Sinking,

Port Huron Times Herald front page newstory.

Insrt ‘uron Times llerzld October 3, 1953
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A German package freighter built only five months ago and making its
second vovage sank in 40 feet of water in the St. Clair river Friday night
after colliding with a Great Lakes ore carrier 600 feet south of the Blue
Water bridge.

Capt. Harold Patterson, 72, Toronto, who was piloting the ill-fated
ship on its journey through the river to Lake Huron for the German
captain, was killed in the tragedy.

The sunken vessel. the 880-ton DIFG Wallschiff. of Lubeck. Germany, went
down in seven minutes after a huge hole was ripped amidships on its port (left!
side in a collision with the 9.600-ton Pioneer. of the Cleveland-Cliffs fleet.
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Captain Patterson was on the Wallschiff to guide her through "One of the world's
trickiest waterways."323 Immediately after the collision, the pilot ran below to get his

luggage. His body was later found in the river.324

The German captain of the Wallschiff stated that he had been proceeding along the
Canadian side of the river just prior to the collision, and that he exchanged blast signals
with the Pioneer. Conflict arose when the German captain's version ot events were loudly
contradicted by several witnesses who had vicwed the accident from the shore, 325
Understandably, much confusion existed on the bridge of the Wallschiff in the seconds
prior to the collision, undoubtedly fanned by the communication problem posed by the
different languages, as well as the unfamiliarity of the forcigners with the nature of these

waters.

Both Canadian and United States agencics debated who would muke the official
inquiry into the crash that took the lifc of one man, and slightly injured five others. 320 The
United States Coast Guard stated that it would hold an interrogation within a few days
aboard the Pioneer, which was not seriously damaged, and which was moored in Lorain,
Ohio.327 The hearing scene shifted to Port Huron within two days in order to be closer to
question the crew members of the Wallschiff.328 The Pioneer's captain, Timothy O'Leary,
testified for over six hours in Lorain, and his crew members also testified to seeing the

German ship appear unexpectedly in front of them in the St. Clair River32Y

32 1hid.

324The Detroit News, Oct. 3, 1953,
3251bid.

326The Detroit Free Press, Oct. 4, 1953,
327The Detroit Free Press, Oct. 5, 1953,
328The Detroit News, Oct. 7, 1953.
329bid.
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Detroit Newspaper Maps,
e of the Wallschiff sinking
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Twenty days after the Wallschiff sank, Captain 1. Earl McQueen of Amberstburg,
Ontario, stated that he was given the contract to salvage the German motor ship, He

anticipated the job requiring at least 30 days, using derricks and tugs and 60 to 75 men AW

The Wallschiff was raised on December 8, 1953, and taken to the Great Lakes
Engineering Works, Ecorse, Michigan, for repairs.?3!n 1954, her name was changed to
Warendorp until 1966, and she made scveral return trips to the Great Lakes under that
name. She then spent two years under Panamanian ownership, before moving to new

owners in the Philippines, where she has been since 1968.332

Canada may have won the salvage right, but the American courts decided the guilt.
The judge in the United States District Court accepted the Pioneer’s version of the story,
since it was backed by the testimony of independent and probably impartial witnesses.
However, some of the blame did f{all upon the Pioneer, when the judge ruled that the

captain of the Pioneer had acted in violation of Rule 26 of the Great Lakes Pilot Rules:

If the pilot of a steam vessel to which a passing signal is
sounded deems it unsafe to accept and assent to said signal, he
shall not sound a cross signal; but in that case, and in every
casc where the pilot of one steamer fails te understand the course
or intention of an approaching steamer, whether from signals
being given or answered erroneously, or from other causes, the
pilot of such steamer so receiving the first passing signal, or
the pilot so in doubt, shall sound several short and rapid blasts
of the whistles; and if the vesscls have approached within half a
mile of each other bhoth shall reduce their speed to bare
steerageway, and, if necessary, stop and reverse. 33

330The Detroit Free Press, Oct. 22, 1953,

331Master Sheet" on the Watlschiff, op. cit.

332pid.

333George J. Joachim. "The New York Rule.” Inland Seas, Summer, 1985, Vol. 41, No. 2: 132,

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



155

In other words, as much as the master of the Wallschiff was in the wrong, the
captain of the Pioneer had contributed to the accident becausc he had violated this rule
stating that if a master is in doubt as to the intention of the other ship, he must slow down
or even come to a full stop. It was discussed that, in everyday life on the Great Lakes, very
few, if any, caplains would bring their vessels to a halt simply because an approaching ship

did not return their signal.

The casc of the Wallschiff and the Pioneer clearly shows that, sometimes, the rules

of the road are learned by accident.

¢) The Sydney E. Smith, Jr. (June 5, 1972)

Shortly after the midnight hour on Monday. Junc 5, 1972, the Canadian steamer,
Parker Evans, loaded with grain and downbound on Lake Huron, neared the Bluewater
Bridge. Just after 1:00 A.M., as she entered the approaches to the St. Clair River, she
reduced speed to adhere to the limits demanded of navigators in these confined and

mcandering waters.

Upbound at that moment was the 66-year-old steamer, Sydney E. Smith, Jr. The
night was clear, with excellent visibility, so the two vessels had no difficulty seeing each
other's display of proper lights. In exchanging single whistle blasts, they indicated that

they would pass in "the usual lanc of traffic," namely port side to port side.

As the vessels neared cach other, Captain Thomas David, of the Parker Evans,

noticed that the Smith was having difficulties making the usual turn around that last bend
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leading to the open lake, so he ordered his helmsman to steer the Evans closer towards the

American shore to their starboard in an effort to give the other vessel more room, 33

Mecanwhile, the Sydney E. Smith, Jr. was pushing upstream at her {ull speed of
about nine miles per hour, which was the maximum allowable speed. The Second Mate,
Henry Gaskins, was on watch, and he {elt that the Smirh was heading 100 close 1o the
Canadian shoreline. After a few moments, the old vessel, having moved beyond the
managable backwash current close to shore right into the main downstream force, Tailed

completely to respond to her helm

The Smith's bow was caught by the strong current, and the vessel was heading
more and more towards the American shoreline, right across the bow of the approaching

Evans.

Gaskins could see both the red port light and the green starbouard light on the Parker
Evans. This meant that her bow was heading straight for the Sydney L. Smith, Jr. e
immediately blew the danger signal, followed, as a hasty afterthought, two blasts of the

whistle to indicate a starboard-to-starboard passing.

Captain Davis on the Parker Evans threw his engines hard astern, 335 but the fast
current and the vessel’'s momentum plowed the Evans forward into the Smitl'’s starboard
bow. Then an unusual thing occurred: the Evans separated from the Smith as in a rebound,

and struck the Smith again about 50 fect astern of the first point of impact.

Now Davis ordered his ship full steam ahead, in an cffort to pin the Smith against a
nearby dock, but the forceful current swung the Sixith in such a way that the manoceuvre

failed. The Evans hastily dropped anchor and tied off Si)'xilc Jines to that ncarby dock.

334The Port Huron Times Herald, June 5, 1972.
335The Sarnia Observer, June 12, 1972.
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Captain Kristensen of the Smith, who had temporarily gonc below, quickly
returned to the pilot house. His attempts to radio the Coast Guard failed. The cngine was
put on forward, but the vessel was developing a list from the water flowing into it, so the

cuptain gave the command o abandon ship.

Mcanwhile, another master, Captain Campbell, who had been relaxing in the pilot
olTice on the Canadian shore, quickly activated the pilot boat to render assistance. From the
Smith, Campbell managed to remove 31 of the 34 crewmembers. Campbell's courage
carncd him the U.S. Coast Guard Life-Saving Medal.336 It was initially feared that the
missing three were trapped below deck and would drown, but in fact, they had launched

the Smith's work skiff and taken themselves to shore and safety.

The Sydney . Smith drifted for a short time before sinking onto her starboard side
in the main channel of navigation. Thus began a partial blockade that affected navigation for

weeks to comec.

Salvage was not attempted by the owners, and the vessel was declared

abandoned.337

As in the case of the Wallschiff almost twenty years earlier, the spectacle of a
shipwreck, so closc to home no less, attracted thousands of curious people to both sides of

the riverbank.

Scveral American and Canadian agencies immediately pushed for the recovery of

the fue! on the Smith to prevent pollution,338

3367he Sarnia Observer, June 26, 1973,

337Ship Information and Data Record” on the Siduney E. Smith, Jr. The Herman G. Runge Collection,
Milwaukee Public Library, Milwaukee, Wisconsin.

338The Port Huron Times Herald, June 7, 1972,
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The Coast Guard's more immediate problem was establishing tealtic control. With
the Smith lying so closc to the middle of the river, two-way traftic was impossible;
downbound vessels could usc the river by day, while only upbound ships could pass at
night. Vast numbers of vessels congregated just upstream or downstream of the Bluewater
Bridge each day or night, depending upon their heading. In an era when "time means

money" was a popular catchphrase, this was definitely an cconomic setback.

The removal of the Smith's oil supply commenced on June 7, 197233 and was

completed by June 12, 1972 without any major spillage.34¢

The Sydney E. Smith, Jr. rested on a drop-off, and a huge crack soon appeared in
her hull. With the unrelenting current providing added pressure, the Smith soon split in
half, with the bow section breaking off. Now the salvage job encompassed retrieving not

one, but two huge picces of steel wreckage from the dizzying swirl of unlriendly waler.

The Coast Guard undertook the removal of the wreckage, and they called upon a
Philadelphia firm, the Lucker Manufacturing Company, to provide the hcavy-duty
hydraulic equipment necessitated by such a demanding venture. Wire ropes would be
attached to each section of the shipwreck, and gradually pull it out of the river by dragging
it along the bottom towards the shore. Concrete anchors had to be firmly embedded ashore
as a brace, or foundation, for these hydraulic pulling machines. Flotation foaming was

pumped into the wreck in an effort to provide some buoyancy before the "wreck pull."¥4!

The larger section, the stern, was removed first, on November [1, 1972342, it

ultimately became a dock on the Canadian side at Sarnia. The smaller bow scction followed

339The Port Huron Times Herald, June 8, 1972,
340The Sarnia Observer, Sune 13, 1972,
341 The Port Huron Times Herald, July 29, 1972,

342vMaster Sheet” on the W.K. Bixby (fater renamed the Sydney E. Smith, Jr.) Institute for Great Lakes
Research, Bowling Green State University, Ohio.
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quickly enough. Normal vessel traffic was resumed on September 26, 1972, almost three

months after the mishap.

Federal Judge Damon K.J. Keith signed a final decree on November 28, 1973,
approving an out-of-court scttlement of the collision between the two steamers. Under this
agreement, Eric Sand Stcamship Company, the owner of the Smith, paid the federal
government $3,218,084 for the removal of their property, while the Hindman
Transportation Company, Ltd., owners of the Evans, paid $318,084. The cost of raising
the Smith had been $5,277,000, so taxpayers indirectly paid the difference. tHindman also
agreed o drop their suit of $70,268 against Erie Sand Stcamship for repair costs to the
Evans. The companics, in reaching this agreement, neither admitted nor denied

negligence.343

Captain Davis of the Parker Evans seriously suggested that the Bluewater Bridge
portion of the St. Clair River permanently adhere to one-way shipping traffic.344 His

suggestion was not accepted.

If any lesson can be learned from the sinking of the Sidney E. Smith, Jr., it has to
be one based upon the unpredictability of Mother Nature. A powerful man-made vessel will
not always react in a hitherto established manner when it attempts to place some controls or
restrictions or demands upon nature. Once we go too far, or make the mistake of losing

respect for nature, it could kill us.

M37he Detroir News, Nov, 29, 1973,
3The Surnia Observer, June 13, 1972
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CONCLUSION

Onc of the most dangerous sections of the overall Great Lakes-St. Lawrence River
system is the St. Clair River; it is onc of three respected and (eared bottlenceks on this
major transportation route (the other two being the Detroit River and the St. Mary's River,

which are just as crowded, shoal-riddled, and, in parts, narrow as the St. Clair River).

The establishment of the St. Clair River as an international boundary added to the
usual complications of marine losses; the position of the sunken vessel determined which
nation had jurisdiction over the matter, and often, as in the case of the sicamers, Jolfiet, and
Walter R. Pringle, the political wrangling proved time-consuming and potentially

dangerous.

The maritime and shipbuilding history of the St. Clair River established the fact that
the river is part of the life of this area, and has provided employment 10 its residents in the

form of shipbuilding in earlier times, and recrcational opportunitics more recently.

The characteristics of Great Lakes shipping were changing rapidly at the turn ol the
century, with the main focus being on ships' lengths and tonnage-carrying capacity. For
example, the largest stcamer built on the Great Lakes in the year 1891 was the 355-foot
E.C. Pope, capable of carrying just over 4,000 tons of ore. In 1896, the lurgest vessel
constructed was the 426-foot George Stephenson, with o lonnage-carrying capacity of
6,844. The 500-foot-mark for vessel construction was achicved in 1904 with the launching

of the 5S60-foot Augustus B. Wolvin, which could carry 9,877 tons of ore. The year 1906
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saw the 600-foot-mark broken by the 602-foot E.Y. Townsend, with a carrying capacity of
11,100 tons. In 1914, the largest sicam vessel built on the Great Lakes was the Canadian
freighter, W. Grant Morden, with a length of 625 fect and a capacity of 14,200 tons. Over
a period of 23 years, from 1891 to 1914, the lengths of these huge vessels had almost
doubled (from 335 feet to 625 {ect), while their tonnage capacity had more than tripled
(from 4,053 to 14,200 tons).345 Vessel sizes stayed consistent for a long time after this;

older saifors concluded that maximum dimensions and capacities had been reached.

In the latter part of the twenticth century, however, these ships’ figures skyrocketed
to new heights, or, more aptly, lengths. With the launching of the Edmund Fitzgerald in
1958, the Great Lakes freighters attained a length of 729 feet, with a tonnage capacity of
40,000. By 1972, the first of 12 "Maximum Lakers," the Stueart J. Cort, with a length of
just over 1,000 feet and a cargo lonnage capacity of 64,000, was constructed for usc on the
upper Great Lakes.3*6What had becn deemed impossible earlier in the century was now
regularly plying the lakes' waters. Vessels almost tripled in length between 1891 and 1972,

while the tonnage capacity increased an incredible 15-fold!

Dramatic changes occurred simultancously along, and on, the St. Clair River.
Commercial shipbuilding changed, from the quick production of smaller, wooden, low-
tonnage ships, to fewer, but larger vessels secing construction. Marine losses also reflected

changes. Of the ship sinkings in the years 1900 to 1909, 12 were sail vesscls or barges,

IS geeson's Marine Directory of the Northwestern Lakes. (Chicago: Harvey C. Beeson, 1918): 58.

346)acques Lesstrang. Cargo Carriers of the Great Lakes. (Boyne City, Michigan: Harbor House
Publishers, [Y85): 51,
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while 34 were stcamers; from 1910 to 1919, five were suail or barges, and 14 were
steamers; the 1920's witnessed the sinking of {ive more sailing ships or barges, while the
number of steamers that went 1o the bottom jumped to 26. Only one sailing vessel sank in
the St. Clair River in the 1930's, with that same number in the 1940's (and none since
then), whilc four steamers sank in the 1930'%, five in the 1940's, three in the 1950, two
in the 1960's, and only one in the 1970', with nonc since then. The total elimination ol
commercial sailing vessels and smaller, steam-powered freighters by the 1940's showed
them to be the maritime equivalent of the "horse-and-buggy"; their time had passed, and

huge, steel behemoths replaced them.

The success of the initial and regular river dredgings, the aids to navigation, such as
lighthouses, lighted buoys, ranges, daymarks, etc., and advances in electronic technology
such as radio, radar, and position-finding devices have all reduced the natural dangers and
threats to marine transportation on the St. Clair River. It seems that, today, complications

are human rather than natural,

Contemporary newspaper accounts detailing shipping losses at the turn of the
century invariably identified the insurance rating of the unfortunate vessels, and the amount
for which cach ship was insured. An explanation of these ratings and their significances,
with a few cxamples of the underwriting history of several St. Clair River vessels, is vilal

for an understanding of the economic aspect of Great Lukes commercial shipping.

The study of the salvage laws of not only the State of Michigan and the Province of
Ontario, but also the Uniwed States and Canada, also indicated cevolution; "wrecking”

moved from the status of respectable occupation working within established guidelines and
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Jaws at the turn of the century to being virtually non-existent at the present day, and with
salvage laws being redefined and expanded as needed to cover the illegal removal of
shipwreek parts, often merely as tokens of accomplishment, by the increasing number of

sport scuba divers,
Over 100 vessel sinkings, of varying intensitics, complications, and significances,
oceurred in the St. Clair River in this century; all of them are listed and described in the

survey, with four of the more pronounced examples studied in detail.

People scem to have an inordinate fascination with disaster slories and, as
unfortunate as these events are at the time for the people involved, disasters at sea, whether
caused by accident, weather, or military action, provide onc of the few sources of primary
material available to historians, In effect, time can stand still on the riverbed. Such is

certainly the case with the St. Clair River.
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APPENDIX A

Survey of the St. Clair River Marine Losses,
1900-1972

The thumbnail descriptions of the five St. Clair River marine losses for the year
1900 are condensations of a chapter (pages 155-174) in the author's cartier work,
"Shipwreck Tales: The St. Clair River (to 1900)", published in 1987, The remaining
marine loss sketches, beginning with the year 1901, were written specifically for this

thesis.

FONTANA (August 3, 1900): The huge, graceful schooner, Foutana, built in St. Clair,
Michigan, in 1888,347 sank in the busy mouth of the St. Clair River after a collision
with the schooner, Santiago.3480ne life was lost. It took several weeks of debate to
determine the method of removal and the jurisdiction (the wreck lay [0 inside the

United States boundary.)349 Mecanwhile, the Fontana wrecek caused the sinking of the

347Rev. Peter Van der Linden, ed., and the Marine Historical Society of Detroit, Great Lakes Stips We
Remember I, (Cleveland: Freshwater Peess, 1984): 117, ’

348The Port Huron Daily Herald, Aug. 4, 1900,
349The Port Huron Daily Times, Aug. 9, 1900,
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schooner, John B. Martin, with the loss of four lives, seven weeks later. The Fontana

was then pulled to picces by a tug utilizing dynamite 350

EUREKA (September 11-12, 1900): The barge, Eurcka, sank while {ully loaded at
Jenkinson's coal dock in Port Huron. Built in 1872, the Eureka was lightered of her
cargo, and pumps were used to raise her.3%1 This vessel, returned to service, sank a
year later in a fall storm between Port Huron and Tawas City, Michigan, with the loss

ol onc life. 392

JOHN B. MARTIN (Scptember 21, 1900): The schooner, John B. Martin, sank at the
head of the St. Clair River after a direct collision with the steambarge, Yuma, and
indirectly because the shipwreck, Fontana, hindered safe navigation. Four lives were
lost. The John Martin, lying in about fifty feet of water,353 delayed shipping traffic
temporarily. Great Lakes vessclmen were incensed by this second shipping disaster at
that site.3% The government authorized clearing the wreck of the John Martin (o a

depth of 25 feet, so that cven the deepest draft vessels could pass over the wreck.353

ISUThe Port Huron Daily Times, Sept. 5, 1903,
ISUPhe Port Huron Daily Herald, Sept. 12, 1900,

IZpavid Swayze. Shipwreck! A Comprehensive Directory of Over 3,700 Shipwrecks on the Great Lakes.
{Boyne City, Michigan: Harbor House Publishers, Inc., 1992): 83,

353More accurate depth measurements done later indicated a depth of 62'.
359The Daluth Evening Herald, Sept. 22, 1900.
B3 ibid.
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SWALLOW  (October 5, 1900): The 133-foot wooden propeller, Swallose, built in
Trenton, Michigan, in 1873.356was struck, duc to an error in signals, by an
unidentificd upbound steamer two miles below Marine City.33? She sank in cighteen
feet of water near shore, % but was rebuilt that winter in Detroit. However, a year
later, the Swallow sank in a gale on October 19, 1901, about ten miles oft Lake Eric's

treacherous Long Point, her elever-man crew being rescued by her tow. 359

ELIJAH WINDSOR (Novembet 12, 1900): The 85-foot steamer, Llijult Windsor, was
built in 1871 at Sombra, Ontario.3%0 This ship waterlogged and capsized near Port
Huron, grounding on the Canadian shore.3¢! The undramatic, but fortunale, important

fact is that no lives were lost when this $2,000 ship sank.

FOSTORIA (May [0, 1901): The 237-gross-ton schooner-barge, Fostoria, built at Black
River, Ohio, in 1865362 sank in the St. Clair River, taking two lives with her, The
Fostoria went down just abreast of the Grand Trunk clevator on the Canadian side of

the river channel. The ship and its cargo were regarded as total losses,363 the latier

356“Master Sheet” on the Swallow, op. cit.
357The Port Huron Daily Herald, Oct. 6, 1900,
358The Port Huron Daily Times, Oct. 6, 1900,
359The Part Huron Daily Times, Oct. 21, 1900.
360Mann, op. cit., p. 4.

361The Part Huron Daily Herald, Nov.13, 1900,
362Mansticld, op. cit., 826.

363The Port Huron Daily Herald, May 11, 1901,
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because there was little profit margin in salvaging something as inexpensive as coal,

and the former because of her advanced age and condition.

GIEORGE STAUBER  (August 21, 1901): A small ferry boat running between Port Huron
and Point Edward, the George Stauber, built in 1883, disappeared beneath the swift
waters at the mouth of the St. Clair River after a collision with the McDougall. Nine
people from the ferry frantically floundered to keep alive while they floated in the fast
stream.3® Miraculously, all of them lived to tell this tale. The George Stauber was not
carrying any lights at the time of the accident, and the vessel carried only fire insurance,

but no marine. She was valued at $2,500.365

T.S. FAXTON (October 20, 1901): This 120-foot vessel, built in Clayton, New York in
1874, was linally abandoned in 1931.366 The 7. §. Faxton burned to the water's edge
al Marine City. Alex Anderson started rebuilding this ship as a barge, using the original
machinery from the ill-fated Faxton. When this ship was re-launched in 1902, she had

a new name, the Edward P. Recor,367 and, as such, saw another 29 years of service.

GEORGE H. WAND (April 17, 1902): The 140-foot schooner-barge, George H. Wand,

launched at BufTalo, New York, in 1866,368 was under tow in the St. Clair River when

36d4The Sarnia Observer, Aug. 22, 1901,
365The Port Huron Daily Herald, Aug, 22, 1901,

66 Master Sheet” on the 7. S. Faxton, Institute for Great Lakes Research, Bowling Green Siate
University, Chio.

367The Port Huron Daily Times, Dec. 6, 1901.
3681510 Greenwood. Namesakes, 1900-1909. (Cleveland: Freshwater Press, 1987): 112,
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it sank in a collision with the stcamer, Lagonda. Over two months later, the government

steamer, Hancock, using, dynamite, cleared the wreck for navigation 309

KITTIE M. FORBES (May 21, 1902): The 209-Toot, wooden steamer, Kittie M. Forbes,
launched at West Bay City, Michigan in 1883,370 caught on fire while on the St. Clair
Flats.37! The crew quickly headed the ship to the nearest dock and escaped to shore,
Meanwhile, the dock caught on fire and the Forbes was cast adrift. By midnight, only
the burning hull remained. The hull was eventually towed to Algonac, where the vessel

was abandoned.372

GLENIFFER (June 2, 1902): Two people died when an unidentificd steel freighter (later
ascertained to be the Admiral)373 collided with the Gleniffer, at the St. Clair Flats. The
135-foot Gleniffer, built at Port Robinson, Ontario, in [873,374 swung out into the
course of the downbound freighter in an cffort to avoid the wreck of the Kittie Forbes.
The stcamer smashed off the stern of the schooner, causing her o sink within minutes;

the freighter, meanwhile, continued on her course as though nothing had happened.

369The Port Huron Daily Times, June 25, 1902,
370Greenwood. Namesakes, 1900-1909. Op. cit., 32.
371 The Port Huron Daily Times, May 23, 1902.
372The Port Huron Daily Times, June 28, 1903.
373The Sarnia Daily Observer, June 6, 1902.

374"Master Sheet” on the Gleniffer, Institute for Great Lakes Research, Bowling Green State University,
Ohio.
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The female cook and a sailor sleeping below were drowned. The wreck was dynamited

by the U. S. Corps of Engincers on June 27, 1902.375

iDA (November 28, 1902): The wooden barge, /da, louded with sugar beets, sank at the
Sichen dock; but was quickly raised and returned to service.*76This 120-foot vessel,
launched at Milwaukee in 1867, sprang a leak and capsized in Lake Michigan on

Scptember 29, 1908, with her crew reaching shore safely.377

THOMAS D. STIMSON (Junec 30, 1903): The Virginius, a wooden schooner launched at
Mount Clemens, Michigan, in 1881, was converted to a 160'6" propeller in May,
1887, and renamed the Thomas D. Stimson.378 While on the St. Clair River Flats,
crewmembers observed that the ship was on fire. Quickly heading her for the shore
ncar the Star Islund House and scuttling her there, the crew escaped unharmed.379 The
Thomas D. Stimson was never rebuilt, her final enrollment being surrendered at Port

Htron on September 29, 1903.

CHAMPION and CHARLES SPADEMAN  (July 13 and 16, 1903): The steel steamer,
Robert W. E. Bunsen, was downbound when it collided, near Algonac, with a small,

wooden vesscl, sinking her. After unloading at a Lake Erie port, the Bunsen was

3151bid.
36T Port Huron Daily Herald, Nov, 29, 1902,
37T Master Sheet” on the ida, Institute for Great Lakes Research, Bowling Green State University, Ohio.

378 Master Sheet” on the Virginius, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

39 he Port Huron Daily Times, June 30, 1902,
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upbound on her return voyage when it again hit a small wooden vessel near Algonic,
again sending her to the bottom! In the first incident, the schooner-barge, Champion,
was upbound when she was struck by the Bunsen at the head of Russell Island. The
crew was removed from the sinking vessel. Efforts were made to shift the wreek of the
Champion over (o the Canadian bank where she would be out of the way, 380 but these
attempts failed. A day later, the Champion was formally abandoned by her owner as a
total wreck, and the governmeat stepped in. The wreek was dynamited to piecement, ™!
Three days after the first incident, upbound this (ime, the Bunsen hit the 13472"
schooner, Charles Spademan, built in Marine City, Michigan, in 1873, The Bunsen
had struck again, literally! No lives were lost and no injuries were sustained, the
Spademan's crew having been rescued by local fishermen. The schonncr\ms S001
raised and repaired, but on December 10, 1909, ice cut through her hull when she was
off Put-in-Bay, western Lake Erie, and she sank (o a total loss, with no loss of life 382

Meanwhile, the Bunsen continued plying the lakes until sold for off-Lakes use in 1973,

GEORGE W. SIGISON (July 25, 1903): The 40-foot tug, George W. Sigison, built in
1873 at Buffalo, New York, caught firc at her Port Huron dock and sank. Three days
later, when the tug, Warson, raised her, her owners announced that the Sigison would

be rebuilt,383 but by the spring of 1904, her owners had sccond thoughts. A new

380The Port Huron Daily Times, July 29, 1903.
381The Port Huron Daily Times, Sept. 5, 1903,

382«Master Sheet" on the Charles Spademan, Institute for Great Lakes Research, Bowling Green State
University, Ohio.

383The Port Huron Daily Times, July 29, 1903.
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owner rebuilt and re-enrolled her, and let her ply the waters of the St. Clair River for
several more years. By 1914, the George W. Sigison was no longer in registry,384

probably having been abandoned along some backwater wharf,

JOHN N. GLIDDEN (October 9, 1903): The barge, Magna, upbound, collided with the
221'7" wooden propeller, Jolin N Glidden, built in Cleveland in [879, downbound in
the St. Clair Flats ship canal. The latter sank immediately, beginning what was later
referred to as the "Great Blockade.” By the next morning, thirty ships waited upstream
from the wreck, not quite certain if they could risk wriggling past the sunken
Glidden. 385 One cxpert felt that dynamite would be impossible to use because of the
threat to the walls of the canal, being in such close proximity. Tugboats arrived from
several ports, and were busy doing business towing larger lake vessels cautiously past
the slightly-shifted remains of the Glidden. Five days after she sank, her bow section
was dynamited off.386 The Glidden's stern hall soon broke the surface using
pontoons, and her remains were towed to Detroit, where her boilers were removed and

she was scrapped.3¥7 The St. Clair River was once again open for business.

WY e Grear Lakes Register, 1904
SThe Port Huron Daily Times, Oct. 9, 1903,
386 he Sarnia Daily Observer, Oct. 21, 1903.

387“Master Sheet” on the John N. Glidden, Institute for Great Lakes Research, Bowling Green State
University, Ohio.
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VALLETTA (August 9, 1904): The Vallerta, a small wooden propeller SO'8" long, 102"
wide, and with a draft of 42", was built in Syracuse, New York. On August 9, 1904,

she burned to a total loss on the St. Clair River. 388

GERMANIC (November 6, 1904): The 216" wooden propeller, Germanic, buill at West
Bay City, Michigan, in 1888, dropped anchor in a severe fog and waited for daylight,
but the anchor dragged, and she was soon hard aground al the head of Stag Island.
Tugs were summoned, but they failed to pull her off, and the slow, difficult job of
“lightering" her389 (unloading her heavy cargo so she would not draw as much water)
began. A lamp in the engine room of the Germanic exploded, and the entire vessel was
soon ablaze. The fourteen men aboard quickly evacuated. The Germanic, valued w
$40,000, was insured for that amount, and her cargo of coal was also insured A% After
U.S. authoritics dynamited the wreck, it was pointed out that the Germanic tay entirely
in Canadian waters, and was thus outside U.S. jurisdiction. The Germanic's final
enrollment was surrendered at Cleveland on December 21, 1904. Her burned out hull
was eventually raised by Tom Reid of Sarnia and sold in 1908 to Manley Chew, of

Midland, Ontario, who recbuilt her. The Germanic was renamed the Reliever and

388Master Sheet” on the Vallena, Institute for Great Lakes Rescarch, Bowling Green State University,
Ohio.

389The Sarnia Daily Observer, Nov. 7, 1904,
390The Detroit Free Press, Nov. 8, 1904,
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relaunched in 1909 under Canadiun registry. Later that ycar, on November 3, 1909, the

Retiever burned at Mcthodist Point, Georgian Bay, 10 a total Joss.39!

J. C. CLARK (May 13, 1905): The propeller tug, J.C. Clark, was built in 1865 at Marine
City, Michigan. She operated on the ferry run between Sarnia and Port Huron when

she burncd at Port Huron. 392 Her registry was closed on May 20, 1905,

GEORGE T. BURROUGHS (May 31, 1905): The 109-foot George T. Burroughs was a
steam propeller built in 1881 in Chicago. Used as a sandsucker, she proceeded with a
load of gravel down the St. Clair River towards Windsor from Port Huron.393 At
Southeast Bend, the Burroughs was jarred from stem to stern when & much larger
freighter struck her, crushing her hull. This mystery freighter was believed to have
been the 291" wooden bulk cargo vessel, C. F. Bielman,394 towing a barge. With her

vitlue set at $4,000, the Burroughs was abandoned.

YAKIMA (Junc 12, 1905): The 279-foot Yakima was a huge wooden propeller, built in
1887 at Cleveland.?95 Bound down with a load of iron ore, the Yakima's rudder chains

parted and she grounded at the head of Stag Island on Saturday, June 10, 1905. After

M Master Sheet” on the Germanic, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

392The Port Huron Daily Herald, June 3, 1905,
3¥The Porr Huron Duily Herald, June 1, 19085,

M4 According to the Detroit Free Press. the Bielman passed Detroit at 5:00 that morning, which would

have placed her at the scene of the collision earlier that night.

395«Master Sheet" on the Yakima, Institute for Great Lakes Rescarch, Bowling Green State University,
Ohio,
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two days of tugs yanking to frec her, the Yakima caught on fire and burned nearly to
the water’s edge.She was insured for nearly her full value of $40,000.39 Salvage
work commenced immediately, but the damage was too extensive, so she was owed to
Sarnia Bay, stripped of most of her machinery, and abandoned at the bottom of the

bay. In 1928, her hull was raised, towed into Lake Huron and scuttled.??

LINDEN and CITY OF ROME (Junc 23, 1905): The City of Rome and the Linden both
sank in the coliision with- each other off Tashmoo Park. The Linden sank almost
immediately, taking to their deaths the steward and his wite.3® The City of Rome sank
off the Tashmoo Park dock. The Linden was a raenace to navigation, but the City of
Rome sank in a remote part of the river. The 2682" Ciry of Rome, valued at $45,000),
was built in Cleveland in 1881. The 206-foot Linden, built in Port Huron in 1895, had
a valuc of $35,000 and was partially covered by insurance. The Rome was soon
floating again, and she lasted another ninc years on the Great Lakes, until, on May 7,
1914, she caught firc and was run ashore ncar Ripley, New York, on Lake Frie, with
no lives lost.3¥9 The Linden sat at the bottom of the St. Clair River [or three years

before her salvage was accomplished. Fifteen years later, the Linden burncd and sank

396The Sarnia Daily Observer and the Port Huron Daily Herald, June 13, 1905,
397The Port Huron Times Herald, Oct. 16, 1928,
398The Part Huron Daily Herald, June 24, 1905,

399“Muaster Sheet" on the City of Rome, Institute for Great Lakes Research, Bowling Green Stale
University, Ohio.
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1,800 fect southeast of the Water Works City Dock, Tawas, Michigan, on November

28, 1923759

JOSEPH DUVALL (Dccember 5, 1905): The 103-foot wooden schooner, Joseph Dinvall,
was constructed at Manitowoc, Wisconsin, tn [874. The Duvall's {inal encounter came
an December 5, 1905. She was stiuck by the large, downbound whileback steamer,

the James B. Colgate, loaded with ore, Her crew escaped in a small boat 401

HATTIE (January 14, 1906): The small American stcamer, Hattie, having burned hersell
loose from the dock at Courtright, Ontario. She had been engaged in ferrying between
that town and St. Clair across the river. The Fattie was a total loss, but was insured for
only a small amount of her $5,000 value.4¢2 Built in 1882 at Fair Haven, Michigan, the

Hattie measured 84'1" x 18'8" x 6'4".403

ERIN (May 31, 1906): The 174-foot Erin was cut nearly in half in a frightful collision
with the 420-foot John B. Cowle.5™ All but five of the fourteen members of the Erin's
crew managed to reach shore safely. The Cowle cvidently was confused as to the
number of boats approaching. The Erin, which was constructed in 1881 at the famous

Shickluna Shipyards of St. Catharines, rested in 50 feet of water. She was valued at

400"Master Sheet” on the Linden Institute for Great Lakes Research, Bowling Green State University,
Ohio,

401The Port Huron Daily Times, Dec. 7, 1905.
402The port Huron Daily Times, Jan. 15, 1906.

403"Master Sheet” on the Hattie, Institute for Great Lakes Research, Bowling Green State University,
Ohio,

404The Port Huron Daily Herald, May 31, 1906,
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$16,000 at the time of loss.*%3 Capl. Montague was exoncrated after the investigation

vindicated the Cowle and her crew 406

JOHN H. PAULY (August 10, 1906): Firc broke out in her hold while she was tied up at
the Sickens stave dock at Marine City 407 The disquieting cacaphony of steam whistles
quickly summonced hundreds of curious and excited townspeople to the river's edge.
The {lames spread until the shed and dock began to smolder. In an effort to save them,
the Pauly was cut adrift towards the Canadian side, entertaining the crowd. The ship
grounded in the shallows about two miles downstream just off the Canadian shore,
wherc she burned herself out, a total loss. This $10,000 ship was insured for only

$4,000. Built in 1880, she was a 197-tonner.408

ALICE M. (Scptember I, 1906): The Alice M., a small steam yacht measuring 5" x 15'
x 3.04', was destroyed by fire at Algonac on September 1, 1906. Numbered 202413

and built in Detroit in 1894, she registered nine gross tons.409

NELSON MILLS (September 6, 1906): About three miles below St. Clair, the steel
stcamer, Milwaukee, plowed her bow into the 164'4" Nelson Mills with a deafening

crash, virtuaily splitting her in two.410 Two of the Mills' crew perished. The

4“5“Ship Information and Data Record” on the Erin from the Herman G. Runge Collection, Milwaukee
Public Libraty.

W6The Port Huron Daily Herald, Aug. 6, 1906,

WTThe Duluth Evening Herald, Aug. 10, 1906,

Y08The Port Huron Daily Herald, Avg. 10, 1906,

409 Computer List," Institute for Great Lakes Rescarch, Bowling Green State University, Ohio.
NOThe Port Huron Daily Herald, Sept. 7, 1906,
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Milwaukee proceeded to Buffalo, but the Nelson Mills, built in 1870 w Vicksburg
(now Marysville), Michigan, was a total loss. lnland Lloyds placed her value at
$12,000, while her owners claimed a value of $20,000. In February, (907, Judge
Humphrey of Chicago, found both ships to be at fault. The losses were calculated o be
about equal, the Mills' loss set at $16,000 and the damage to the steel ship to be the
same amount, Judge Humphrey suspended, for six months cach, the lirst mates of both
vessels, who were in active command at the time, for cross-signalling and Failure to

reduce speed or reverse the engines.!!

HIAWATHA (September 20, 1906): The 92'7" Hiawatha wis a woaden propeller, buill
in Dresden, Ontario, in 1874, and worked as a ferry vessel operating between Sarnia
and Port Huron.#!'2 The ship ran too close to the American shore and struck a
submerged pile about 75 feet from the river bank. The passengers escaped in the
lifeboats. With the stern submerged iq a depth of about 25, and with the vessel lying
about 75' from shore,4!3 she was easy to salvage and return to service. In 1930, she
was sold to the Little Current Ferry Company for service on Georgian Bay, but once

the Hiawatha arrived at Little Current on Manitoulin Island, she was abandoned.

ARGONAUT and HATTIE WELLS  (October 12, 1906): The 213-foot, propeller,

Argonaut was launched on April 12, 1873 at Detroit. The schooner, Hattie Wells,

4 The Sarnia Daily Observer, Feb. 26, 1907.

412¢Master Sheet” on the Hiawatha, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

413The Sarnia Duaily Observer, Sept. 21, 1906.
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measuring 135'1" in length, was aiso an old vessel, having been built in 1867 at Port
Huron. She was lengthened to 164'5" in 1885. 414While the Argonaut and the Hartie
Wells were docked end to end at Marysville, fire broke out in the aft apartments of the
latter vessel and spread quickly to the Argonaut. The Argonaut burned to the water's
cdge and was (otally destroyed, while the schooner, where the fire had originated, was
towed away and the firc aboard her was extinguished. The Argonaut was valued at
$10,000. The Hattie Wells had $8,000 worth of damage, had insurance, and was
rebuilt; the Argonaut, which had none, was not.4!5 The permanent demise of the Hattie
Wells came on November 9, 1912,when her cargo shifted and the vessel swamped and

sank off St. Joseph, Michigan, in Lake Michigan, with no lives lost.

JAMES FISK JR. (November 14, 1906): When the old wooden steamer, James Fisk Jr.,
passed through the St. Clair Flats, the helmsman discovered flames, origin unknown,
bursting out of a scction of the pilot house in the forward part of the boat. The crew
beached their vessel on the American side and came safely ashore in a small lifeboat.416
The 216'3" James Fisk Jr., built in Buffalo, New York, was launched on July 15,
1870. Deemed a possible nuisance to navigation, this hull was removed in 1920 by the

U. S. Corps of Engineers.4!7

4deMaster Sheets” on the Argonant and the Hartie Wells, Institute for Great Lakes Research, Bowling
Green State University, Ohio.

415The Port Huron Daily Herald, Oct. 12, 1906.
HOThe Port Huron Daily Times, Nov. 15, 1906,

417%Master Sheet* on the James Fisk, Jr., Institute for Great Lakes Research, Bowling Green State
University, Ohio.
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SEGUIN and 1. L. BELL (November 14, 1906): A collision occurred between the
Canadian steamer, Seguin, and the barge, /. L. Belie, in the rapids between Point
Edward, Ontario, and Port Huron. Michigan. Both vesscls sustained large holes in
their sides, and both of them sank, the former doing so at Sarnia, and the latter abreast
of Point Edwards.4!8 The cause of the collision was the stcamer, Rockefeller,
crowding the Seguin too closc to the shore, not allowing her room enough to pass clear
of the Bell. The Bell was pumped out and refloated. The 843-net-ton Segwin, built in
Owen Sound in 1890, was rebuilt and returned to duty, until she was broken up in

1944419

MARYLAND and TUSCARORA (July 11, 1907): The stecl propellers, the Maryland and
the Tuscarora, collided head on! The Maryland drilted stern downward to a point
opposite the Sarnia oil refinery, where she settled on the middle ground.#20 She was
later pulled by a tug into shallow water. Both vessels were lightered and taken into
drydock for repairs. The Tuscarora was 291'4" x 40'4" x 22', while the Maryland was
316'4" x 42' x 20' 4", both were built in the same year, 1890, the lormer in Cleveland
and the latter in Wyandotte, Michigan, and both experienced similar demises. During
World War One, both ships were sent to the East Coast for military purposes. The
Tuscarora sailed from Montreal on December 6, 1917, on a trans-Atlantic voyage, and

was never heard from again. Her entire crew of 30 was lost, presumably to enemy

418The Marine Review, XXXV, March 28, 1907.
419Mills. Op. cit., 110.
420The Port Huron Daily Times, July 12, 1907.
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submarine action. The Maryland, bound from Philadelphia for London, England, was
lost off Nantucket Island on December 26, 1916, with all 34 hands lost, also quite

likely the victim of an enemy submarine! 421

FRED PABST (October 18, 1907). The 287'3"” wooden frcighter, Fred Pabst, launched at
Milwaukee in 1890, sank in the St. Clair River opposite Point Edward zfter a collision
with the steamer, Lake Shore. The Pabst's steering broke, and she sheered into the
other steamer.422 Her final enrollment was surrendered at Milwaukee on December 13,
1907, and endorsed “"vessel wrecked." Raised by the Reid Wrecking Company on
February 1, 1908, she was towed into Sarnia with plans to convert her to a lighter.
When these plans fell through in 1910, she was allowed to sink at the dock. In the fall
of 1920, she was raised and converted to a floating dry dock for the Wolverine Dry

Dock Company at Port Huron.423

WILLIAM E. REIS (November 1, 1907): Owned by the Mitchell Company, the steamer,
William E. Reis, went to the bottom of the St. Clair River near Algonac in the fall of

1907,424 but was quickly salvaged.

H. P. McINTOSH (July 8, 1908): The huge, 520-foot, steel steamer, H. P. Mcintosh,

launched on March 27, 1907, at West Bay City, Michigan, sank when she was struck

421"Magter Sheets” on the Tuscarora and the Maryland, Institute for Great Lakes Research, Bowling Green
State University, Ohio.

22T e Sarnia Observer Weekly, Oct. 18, 1907,

423*Master Sheet” on the Fred Pabst, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

424The Detroit Free Press, July 8, 1908.
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by the steamer M. A, Hanna in the St. Clair River about a year later. The Mclntosh had
run aground on a shoal near Sarnia. When she succeeded in trecing herself, she ended
up broadside in the path of the approaching Hanna. The Hanna, built in 1899425
suffered only a twisted stem and (wo or three broken steel plates; her bow was
temporarily patched and she proceeded up the lakes with her load of coal. The sunken
MclIntosh she was in harbour for repairs within a week. She served the lakes diligently
until 1973 (under the name Edward S. Kendrick, which she had received in 1934),
when she was towed to Castellon, Spain for scrapping, arriving there on May 19,

1973.426

WANEKA (August 23, 1908): The small, wooden stcam yacht, Waneka, measuring 55°
in length, 10'7" of beam, and §' 6" of draft, with a gross tonnage of 22 and a nel
tonnage of 12, burned at the St. Clair Flats on August 23, 1908. She had been built in
1889 at West Bay City, Michigan.427

D. A. GORDON (April 20, 1909): The seven-year-old, oak-hulled, bulk {reight steamer,
D. A. Gordon, caught fire while at Wallaceburg, where it had been launched in 1902.
The fire destroyed the young vessel to the waterline. With a length of 122", a beam of

23'2", and a draft of only 7', this pocket freighter had been ideal for the narrow

425The Sarnia Observer Weekly, July 10, 1908,

426"Master Sheet" on the H. P. Mcintosh, Institute for Great Lakes Rescarch, Bowling Green State
University, Ohio.

427 Computer List,” Institute for Great Lakes Rescarch, Bowling Green State University, Ohio.
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waterways and shallow arcas of the St. Clair River and its tricky adjoining water

roules. 128

LACKAWANNA (September [8, 1909): The steel package freighter, Lackawanna's
steering cable parted while opposite the Point Edward iron ore dock. The vessel took a
sheer across the tow line, crashing into the Chieftain, which tore a hole in the steel
vessel about 20 feet long, sinking her in about 14 feet of water.429 The next day, two
hardhat divers placed a patch over the hole in the Lackawana, and the lighter,
Manistique, busily unloaded her cargo. Before long, the sunken vessel was raised and
repaired. The 260-foot Lackawana had been Jlaunched at Cleveland on April 7, 1888.
She continued to ply Great Lakes waters until 1916, finally being abandoned in Boston

in 1929430

BADGER STATE (December 6, 1909): The 213-foot wooden package freight steamer
(and onc-time passenger carrier), Badger State, was launched on April 17, 1862 at
Buffalo.43! The Badger State caught fire, so her lines were cut and she drifted towards
the Canadian side, stranding just below Fawn Island and burning to the water's edge, a
total loss. The remains of this ship were conveyed into the North Channel of the St.

Clair River and left in the shallows off the northwest part of Harsens Island.

928Swayze, op. cit., 99.
929The Sarnia Daily Observer, Sept. 18, 1909,

430“Magter Sheet" on the Lackawanna, Institute for Great Lakes Research, Bowling Grcen State University,
Ohio.

431*Master Sheet” on the Badger State, Institute for Great Lakes Research, Bowling Green State
University, Ohio.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



187

RELIANCE (December 11}, 1909): The sandsucker, Reliance, was an ice victim while in
the St. Clair River. While opposite the Rushmere Club, this ship turned turtle and
began to sink! Four members of the nine-person crew decided to swim the half a mile
in the icy waters to the club while the other five held on to the overturned vessel. Al
four of the swimmers miraculously made it to shore, where they were refused
admission to the club building! They waited outside fully 15 minutes before the
steamer, Haywood, came to their assistance. The heavy ice had punctured the wooden

part of their boat, abreast of the enginc room.432

NELLIE LYON (April 9, 1911): Launched in 1880 as the H. C. Sprague at South
Rockwood, Michigan, this ship was converted to a sandsucker during the last ycar of
her life and renamed the Nellie Lyon, apparently after the clcvctﬂyczu‘-old nicee ol the
vessel's owner, Mr. O. E. Fleming. Flames destroyed this old, 152-foot, wooden ship

on April 9, 1911, near Algonac, Michigan,433

CITY OF GENOA (August 26, 1911). The 301-foot, wooden freighter, the City of
Genoa, dropped her anchor in the channel at the mouth of the St. Clair River due to
fog. The steel steamer, W. H. Gilbert, rammed the City of Genoa, sinking her in 30 of
water in 15 minutes, about 100' from Sarnia's Grand TrL;nk wharl. The captain of the
Gilbert brought his boat to a stop and, turning around, proceeded to pick up the crew of

18 men on the sinking boat. The vessel was raised and towed to Reid's dock, where it

432The Port Huron Daily Herald, Dec. 11, 1909.
433Greenwood. Namesakes, 1910-1919. Op. cit., 162.
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again sank. The City of Genoa was built in 1892 at West Bay City, Michigan.
Endorsed as "sold alien," meaning that a Canadian purchaser was found, the ship was
stripped of her engine and boilers, and reportedly burned at Sarnia on October 9, 1915.

The 301-foot hull was later towed into Lake Huron and scuttled 434

MAINE (July 16, 1911): This vessel once again burned, this time to a total loss, on the
St. Clair River near Marine City. Captziin William Booth ran his flaming vessel ashore,
and no lives were lost, although the crews' personal effects were destroyed.435 She is
the same ship described as burning in the year 1880 in the earlier volume on the St.
Clair River shipwrecks. Four years after her destruction, the burned hulk was raised

and scuttled in deep water.436

JOLIET (September 22, 1911): See the detailed examination of this loss in Chapter Eight

of this thesis.

BOTHNIA (Junc 26, 1912): This 190-foot, wooden bulk freighter, launched as the Jack
in 1895 at Garden Island, Ontario, near Kingston, was renamed the Bothnia a year
later.437 The Bothnia was moving quickly down the St.. Clair Flats, almost abreast of
the Star Island louse, when suddenly the upbound 432-foot, steel steamer, S. S.

Currie, laden with coal, collided with her due to a rudder disablement. Cutting the

434 Muster Sheet” on the City of Genoa, Institute for Great Lakes Research, Bowling Green State
University, Ohio.

435The Toledo Blade, July 17, 1911.
436)hn Greenwood, Namesakes. 1910-1919. (Cleveland, Freshwater Press, 1986): 304.
437Greenwood, Namesakes, 1910-1919, op. cit., 323,
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Bothnia nearly in two and sending her to the bottont immediately, the Currie rendered
assistance to the crew, all of whom were saved except {or the new man on board, Roy

Williams.438 Valued at $15,000, the Bothnia was a total loss.

MARION (August 18, 1912): The small wooden propeller, Marion, ran as a lerry across
the St. Clair River between Sombra and Marine City. She had been built at Sombra by
George Whale in 1905, and her dimensions were 34'7" x 10" x 3'8". The Marion
exploded and burned at her dock at Sombra. However, no lives were lost and she was
quickly repaired and returned to service. She was still documented in 1923, but her

ultimate disposition is unknown.43

IRON CITY (May 3, 1913): The 187'3" three-masted, wooden schooner, ron City, sank
in a collision with the 580" downbound steamer, Thomas F. Cole, at the head of
Harsen's Island. No lives were lost, the schooner’s entire crew escaping salely in
lifeboats.440 At the time of the collision, the fron City was alrcady an old vessel. Built
in Toledo in 1874, she was originally launched as the Daniel E. Bailey; her name was
changed to the ron City in 1887. This vessel was dynamited shortly alter her sinking

as a menace to navigation.44!

438The Detroit Free Press, June 27, 1912.

439Muster Sheet" on the Marion, Institute for Great Lakes Research, Bowling Green State University,
Chio.

440The Port Huron Times Herald, May 3, 1913,
441Greenwood, Namesakes, 1910-1919, op. cit., 491.
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HENRY S. SILL (May 6, 1913): The 62'8" wooden tug, Henry S. Sill, had been built in
Buffalo in 1875, so she was considered a very old vessel. She burned to a total loss at

Marine City on May 6, 1913.442

SWEETHEART (July 6, 1913): The Sweetheart was an ancient schooner-barge built in
Detroit in 1867 by Campbell, Owen & Company. She sprang a leak while anchored at
the White Star Line dock in Algonac one Sunday afternoon and sank 200 feet off shore.

The loss was $10,000.443

ATIKOKAN (August i7, 1913): The 362-foot, steel, whaleback, or "pigboat," Atikokan,
launched on May 1, 1895 at Superior, Wisconsin, as the John B. Trevor, was
travelling downbound at about fifteen miles an hour when her steering gear broke. The
crew dropped anchor, but that did not help. A large barn, several sheds, and a dock
were seriously damaged, and the vessel landed on the bank. Fortunately, no one was

injurcd or killed in this mishap. The vessel was finally scrapped at Halifax in 1935444

ROBERT L. FRYER (April 28, 1914): The 281'1" wooden freighter, Robert L. Fryer,
was launched on May 26, 1888, at West Bay City, Michigan. This vessel caught fire at

Marine City, and was declared a total loss.44> She was then sold to interests at Fort

442Master Sheet” on the Heary S. Sifl, Institute for Great Lakes Research, Bowling Green State
University, Ohio.

443The Port Huron Times Herald, Mon., July 7, 1913,

444Master Sheet” on the John B. Trevor, Institute for Great Lakes Research, Bowling Green State
University, Ohio.

H3Greenwood, Namesakes, 1910-1919, op. cit.,, 312.
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William-Port Arthur (present-day Thunder Bay, Ontario), who converted her 1o a

floating grain dryer and used her until she was burned for public spectacle in 1930416

GLADSTONE (abandoncd 1915): Built in 1888 in Clevelund, the 283-foot, wooden
propeller, Gladstone, had her keel quite badly twisted and broken in the St. Clair River
ice jams of 1919.447 The wreck was left idle after being stripped. In 1923, the hull was
sold to a gravel company from Windsor, Ontario, and towed to the Sarnin arca to be
sunk as a dock just off present-day Canatara Park, Firc broke out in 1936 and put an

end to the Gladstone's use as a pier.448

MAURICE B. GROVER (Abandoncd 1915): Built in Cleveland in 1887, the 272-foot,
wooden freighter, Muurice B. Grover, was abandoned in the Pine River, St. Clair,
Michigan, in 1915, her final enrollment was surrendercd at Cleveland on March 24,
1915 and endorsed "abandoned."44% In late 1962, the Maurice B. Grover was
dynamited by the U. S. Corps of Engineers, after the St, Clair City Council and many

residents petitioned to have the shipwrecks removed 430

MAUD (October 16, 1915 and November 25, 1917): The wooden steambarge, Maud,

built in Marine City in 1899, was a 98-gross-ton vessel measuring 95' x 23" x 6’7"

446K oh), Dive Omario!, op. cit., 287.
447y an Der Linden, et. ai., Great Lakes Ships We Remember, op, cit., 202.
448Humphries, op. cit., pages not numbered.

449 "Master Sheet” on the Maurice B. Grover, Institute for Great Lakes Research, Bowling Green State
University, Chio.

450The Port Huron Times Herald, Dec. S, 1962,
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She was sunk by the propeller, Hilton, in a collision while docked during fog at
Courtright on October 16, 1915.451 The Maud was raised on October 22, 1915. On

November 25, 1917, she was destroyed in a fire while frozen in the ice at St. Clair.452

MAIJESTIC (Deccmber 15, 1915): The 209-foot, wooden passenger and freight stecamer,
Majestic, was totally destroyed by fire originating in her engine room while at her
winter quarters at Point Edward, She was valued at about $100,000, and was covered
by insurance.433 The Majestic, launched at Collingwood on April 23, 1895, was raised
from Sarnia Bay in July, 1916, by the Reid Wrecking Company, towed into Lake

Huron, and scuttled.454

EDNA (July 15, 1916): The small, 53-gross-ton, wooden schooner, Edna, official
number 7909, burned at Algonac on July 15, 1916. She had been built 50 years earlier,

in 1866, in New Liverpool, Michigan.453

MELVINA (January 24, 1917): The schooner-barge, Melvina, was built in the Edward
Stokes Shipyard at Sheboygan, Wisconsin, in 1863.456 Her enrollment was

surrendered on January 24, 1917, at Port Huron, "Abandoned as unfit for service."

43101d Newsboys Newspaper, Marine City, Michigan, Dec, 7-8, 1973.

452"Master Sheet” and “Casualty Report” on the Maud, Institute for Great Lakes Research, Bowling Green
State University, Ohio.

453The Port Huron Times Herald, Dec. 15, 1915.

434" Master Sheet” and "Casuaity Report” on the Majestic, Institute for Great Lakes Rescarch, Bowling
Green State University, Ohio,

“55Computcr List, Institute for Great Lakes Research, Bowling Green State University, Ohio,
456)ohn Greenwood, Namesakes, 1920-1929. (Cleveland: Freshwater Press, 1984): 169.
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Precisely where in the Port Huron area she was abandoned is unknown. The 270-

gross-ton Melvina measured 134'6" x 28'S" x [ ['3".457

TOKIO (October 8, 1917): The schooner-barge, Tokio, sank in 20 feet of water after she
hit the sandsucker, Homer, al anchor about 1,000' below Recor's Point hetween the
towns of St. Clair and Marine City.438 The Tokio was not raiscd. She was reported
abandoned March 31, 1918.459 The old hull was demolished by underwater blasting

after she was considered a menace to navigation in a recent low-water year (1963).460

IVY (September 1, 1918): The wooden vy started life as a gas yacht launched at Detroit
in 1901. Two years later, she was changed to a steam yacht and lengthened from 62' (o
80'6".46! While at anchor at Algonac, the /vy burned to a total loss, the eight persons
on board escaping in a lifeboat. The fire was believed caused by the exploston of an oil

signal lamp. Mrs. W. H. Ouades owned the vessel at the time of her loss. 402

CONSTITUTION {March 25, 1920): The tugboat, Constitution, sank in 18 {ect of waler
in Sarnia Bay while u! the end of her winter tie-up. Presumably heavy ice, which had

formed around the hull, had pulled some of the oukum caulking from her seams,

457Computer List, Institute for Great Lakes Research, Bowling Green State University, Ohio,
458The Port Huron Times Herald, Oct, 10, 1917.

459Ship Information and Data Record” on the Tokin. Herman G. Runge Collection, Milwaukee Public
Library, Milwaukee, Wisconsin.

4607piq.

461"Magter Sheet” and "Casuvalty Report” on the Ivy, Institute for Great Lakes Rescarch, Bowling Green
State University, Ohio.

462The Duluth Herald, Sept. 2, 1918.
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causing her to leak.463 The Constitution was refloated and returned to service as soon

as the retreating ice and weather permitted.464

WALTER R. PRINGLE (SUPERIOR) (May 6, 1920): See the detailed examination of

this loss in Chapter Seven of this thesis.

WILLIAM H. WOLF (Oclober 20, 1921): This huge, 285-foot wooden steamer created
such a violent tidal wave when it was launched at Milwaukee in 1887 that three
spectators were killed. This foreshadowed numerous groundings and sinkings in the
vessel's relatively long life. On October 20, 1921, she caught fire while loaded with
pulpwood for Port Huron, Michigan, and was beached just south of Fawn Island,

opposile Marine City, Michigan. Two lives were lost in this mishap.465

OMAR D. CONGER (March 26, 1922): This wooden steamer operated as a ferry boat
between Port Huron and Sarnia. Built in Port Huron in 1882, the 92-foot Conger was
40 years old when, on March 26, 1922, her boiler exploded and she burned in the
Black River at Port Huron,466 just before taking on the first load of Sunday morning
passengers. Four of the crew perished. The Reid Wrecking Company raised the hull in

two sections and scuttled them in Lake Huron.467

463The Port Huron Times Herald, March 27, 1920,
464The Detroit Free Press, March 27, 1920,
405The Sarnia Canadian Observer, Oct, 20, 1921.
466The Pore Huron Times Herald, March 27, 1922.

467"Master Sheet” on the Omar D. Conger. Institute for Great Lakes Research, Bowling Green State
University, Ohio.
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A. R. COLBORN (April 28, 1922): A regular lumber stcambarge, the A.R. Colborn,
built at Saugatuck, Michigan in 1882, measured 130 feet in length. She had an
enormous carrying capacity of 300,000 board feet of lumber. She was abandoned at

Port Huron, michigan, in the spring of 1922, declared unfit for service. 168

ANNIE MOILES (May 12, 1922): This 86-foot, wooden tug, engaged in towing sund
and gravel barges along the river,#6? sank in a collision with the /.7, Hutchinson near
Algonac. The 43-year-old mate on the tug dicd of a heart attack just before being put on
shore by the Hutchinson.470 Built in East Saginaw, Michigan, in 1867, this vessel was

raised and returned to service for another six years, before burning in the Detroit

River.471

ANNIE LAURA (August 10, 1922): This 51-ycar-old, 133-foot, sandsucker fell victim to
fire just above the St. Clair Flats, and burned to a total loss.472 Built at Marine City,

Michigan, in 1871, the wooden steamer had worked a long time on the river.

MAUD (October 24, 1922): This small fishing tug sprang a leak in the St. Clair Flats, and

her two crewmen were removed by a passing steamer just before their vessel sank.

468"Master Sheet" on the A.R. Colborn, Institute for Great Lakes Research, Bowling Green State
University, Chio.

469The Sarnia Canadian Observer, May 12, 1922,
470The Port Huron Times Herald, May 13, 1922.

471"Master Sheet” on the Annie Moiles, Institute for Great Lakes Rescarch, Bowling Green State
Untversity, Ohio.

472The Port Huron Times Herald, August 11, 1922,
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They reportedly had 500 cases of Canadian beer on board,*73 which might have been

destined for illicit consumption.

OGEMAW (December 4, 1922): The 170-foot wooden bulk freight steamer, built in 1881
at St. Clair, Michigan, burned to the water's edge off Harsen's Island, a total loss.

Fortunately, her 13 crewmembers escaped without injury 474

TAMPA (1923): The large, 291-foot wooden propeller sank in a collision in the Detroit
River in 1911, was raised in 1914, and towed to Marine City, Michigan, where it lay

abandoned until her hull was broken up in 1923.475

TRENTON (May 2, 1923): This sandsucker capsized unexpectedly in the North Channel
of the St. Clair River and sank in 40 feet of water. All 15 of the crew were saved.476
This 133-foot vessel, built in Buffalo in 1905, was raised, rebuilt, and returned to

service, still operating out of Sandusky in 1988.477

WILLIAM DICKINSON (September 16, 1923): After 30 years of service on the Great

Lakes, the 78-foot tug, William Dickinson, built at Benton Harbor, Michigan, in 1893,

47¥The Wallaceburg News, Nov. 2, 1922,
A74The port Huron Times Herald, Dec. 4, 1922,

475"Master Sheet” on the Tampa, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

476The A Igonac Courier, May 4, 1923,

477Ship Information and Data Record” on the John R. Emery (formerly the Trenton). Herman G. Runge
Collection, Milwaukee Public Library, Milwaukee, Wisconsin.
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burned to a total loss at Marine City, Michigan. She was cut loose from her dock to

prevent damage to other vessels and dock buildings. 478

PROVINCE (Sept. 27, 1923): The 162-foot wooden sand-and-gravel barge, Provinee,
capsized and sank while under tow in the St. Clair River, with the loss of two lives. 47V
The vessel was raised, towed to Sarnia, and abandoned [or a number of years until

raised and scuttled in Lake Huron in 1936.

AZTEC (November 9, 1923): The Aztec burned to the water's edge while moored wt
Marine City, Michigan, where she was built in 1889, No lives were lost.#80 This 180-

foot wooden steamer was Jong a familiar sight along the St. Clair River.

R. P. FITZGERALD (1924): This 37-ycar-old wooden stcamer, launched at Detroit in
1887, was 256 feet in length. It hauled bulk cargoes, such as grain, coal, and iron ore
in its lifetime.*8! This ship was forgotten at its mooring in the Pine River at St. Clair,
Michigan, with her enrollment surrendered, endorsed as "abandoned,"452

ALEXANDER MAITLAND (December 9, 1924): When the old Grand Trunk grain

elevator in Port Huron caught on [ire, the steel barge, Alexander Muaitlund, was

478The Port Huron Times Herald, Sept. 17, 1923,
479The Port Huron Times Herald, Sept. 28, 1923.
480The Port Huron Times Herald, Nov. 9, 1923,
481Greenwood, Namesakes, 1920-1929, op. cit., 204,

482"Master Sheet” on the R.P. Fitzgerald, Institute for Great Lakes Research, Bowling Green State
University, Ohio.
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destroyed with it.483 The remains of this 366-foot vessel, built in Buffalo in 1902,
were sold to Canadian interests, who rebuilt her and renamed the ship Glenbogie. It

operated out of Midland and Toronto until scrapped in 1966.484

PENOBSCOT (August 19, 1925): This 140-foot sandsucker, launched at Manitowoc,
Wisconsin, in 1880, burncd to a total loss near Roberts Landing.485The crew had to

flec quickly just after midnight, and by 5:00 A.M., the boat settled to the bottom.486

JAMES BEARD (April 15, 1926): This was a very old passenger ferry vessel running
between Port Huron and Sarnia. Built at Au Sable, Michigan, in 1873, the ship sank
while lying at her dock in Port Huron;487 on June 21, 1927, her enrollment was

surrendered, citing * Abandoned as unfit for service."488

AUBURN (August 6, 1926): This was the date that the Auburn was abandoned above
Marine City, Michigan, ending a carcer that spanned almost half a century. Built at
Cleveland in 1878, this 272-foot barge was worked at Great Lakes construction jobs,

her last one being revetment work in the St. Clair Flats.489

483The Port Huron Times Herald, Dec, 9, 1924,

48duMaster Sheet” on the Alexander Maitland, Institute for Great Lakes Research, Bowling Green State
University, Ohio.

485The Marine City News, August 21, 1925

480The Port Huron Times Herald, August 19, 1925,
48TThe Sarnia Canadian Observer, April 15, 1926,
88port Huron Enrollments.

H9Greenwood. Namesakes, 1920-1929, op. cit., 130.

Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.



199

HENRY HOUGHTON (November 20, 1926): Launched at West Bay City, Michigan in
1889, the 135-foot bulk freighter was converted to a sandsucker in 1920, Six years
later, the ship caught fire in the North Channel of the St. Clair Flats, with the entire
crew of 13 taking to the lifeboats. 499 Quite representative of the times, this vessel was
used mainly in thc lumber and coal trades, but when this small ship became

uneconomical to run, it was converied for short-haul sand trade work,

WHALE (1927): This huge (264-foot) wooden steamer was abandoned in the St. Clair
Flats Channel after sinking in a collision with the steamer, William E. Corey. The

Whale was built in Toledo in 1892.491

GEORGE W. PARKER (May 8, 1927): This 105-foot steamer, later converted to a
sandsucker, was constructed at Marine City, Michigan, in 1903. She became a total
loss in a blaze, sinking in mid-channel, six miles south of Algonac, Michigan, while

her crew escaped to safety in the yawl boat.492

UNITED STATES (June 6, 1927): This 18-year-old steel steamer and once the "palatial
yacht of Hetty Green, wealthy New York woman,"493 caught fire at Sarnia, turned

over onto her port side, and burned to an cmpty shell. Launched at Manitowoc,

490The Port Huron Times Herald, Nov. 22, 1926.
491 Greenwood. Namesakes, 1920-1929, op. cit., 357.
4921pid., 262.

493The Port Huron Times Herald, June 7, 1927,
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Wisconsin, in 1909, the 193-foot hull was raised and repaired in the province of

Quebec, where she was rebuilt and where she worked for another 17 years.494

ROBERT C. WENTE (July I, 1927): No lives were lost from the seven that were on
board when this smart-looking little steamer vessel burned in the St. Clair River. This
141-foot wooden propeller was built in 1888 at Gibraltar, Michigan, and was

abandoned in place where she sank, 495

J. R. EDWARDS (1928): This old schooner was abandoned along the St. Clair River.
The J.R. Edwards, built at Marine City, Michigan, in 1883, measured 175 feet in

length. She had been purchased by Canadian interests in 1920.496

DAYTON  (1928): This large, 184-foot schooner was abandoned at Marine City,
Michigan, after ncarly 60 years of service, always as a tow barge and always in the

Jumber trade. She was built at Marine City in 1871.497

MARYSVILLE (Junc 25, 1928): This wooden steamer, measuring 160 feet in length,

burned and sank at the mouth of Belle River, Marine City, Michigan. Built in 1894 at

494"Ship Information and Data Record" on the Batiscan (formerly the United States). Herman G. Runge
Collection, Milwaukee Public Library, Milwaukee, Wisconsin.

495“Sl1ip Information and Data Record” on the Robert C. Wente. Herman G. Runge Collection, Milwaukee
Public Library, Milwaukee, Wisconsin.

496"Master Sheet” on the J.R. Edwards, Institute for Great Lakes Research, Bowling Green State
University, Olio.

“97"Ship Information and Data Record” on the Dayron, Herman G. Runge Collection, Milwaukee Public
Library, Milwaukee, Wisconsin.
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Green Bay, Wisconsin, she, like so many others, had been converted 1o a sand boat in

the latter years of her life.498

MARTHA (September 5, 1928): The 352-foot stecl barge, Martha, which went aground
at Stag Island, was returned to 2 long and varied service, being owncd in jiaces such as
Duluth, Cleveland, Fort William, Godericli, and Toronto, and (inally getting scrapped

at Wheatley, Ontario, in 1980.4%9

SACHEM (October 8, 1928): The 187-loot Sachiem burned 1o a total loss near Robert’s
Landing, Michigan, before drifting down and across to Canada, settling at the mouth of
the Chenal Ecarté. She was raised, taken to Sarnia, and scuttled in lower Lake Fluron.

She was built at Grand Haven, Michigan, in 1889,500

HAMILTON and BETTY L. (November 6, 1929): Two ancient ships were destroyed
together while at dock in Wallaceburg, Ontario. The 190-foot iron-hulled barge,
Hamilton, was built in Scotland in 1847, while tnc 74-foot wooden tug, Betty L., slid

down the launchramp at Cleveland in 1863.9%! Fire claimed both of these vessels

498 Master Sheet" on the Marysville, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

499 Master Sheet" on the Martha, Institute for Great Lakes Research, Bowling Green Stte University,
Ohio.

500The Detroit Free Press, Oct. 10, 1928.

S01*Master Sheet” on the Betty L., Institute for Great Lukes Research, Bowling Green State University,
Chio.
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simultancously. The remains of the Hamilton were supposedly towed to the East

Passage of the Chenal Ecarté, where it was abandoned.502

LANSING SHOAL (1932): The so-called Lansing Shoal started life in 189 at Toledo as
Lightship #55. This 90-foot, wooden steamer was stationed as a lightship at a place
named Lansing Shoal from 1906 to 1921, when she was purchased by Clarence
Monroe, of Bay City, Michigan, who renamed her the C & M, after his own initials.

This ship was abandoned in the St. Clair River in 1932.503

KALKASKA (September 15, 1932): Built in 1884 at St. Clair, Michigan, the 178-foot
propeller, Kalkaska, was part of the old, wooden fleet that in recent years had been in
the coal and sand trades on the Detroit and St. Clair Rivers. She was destroyed by fire
ncar Marine City, Michigan.504

JOHN FRANCOMB (1934): The 180-foot schooner, built in 1889 at West Bay City,
Michigan, is supposedly one of the two abandoned vessels lying close to shore and just

below the water's surface immediately north of Marine City, Michigan.303

MONARCH (July 6, 1934): Built at Sheboygan, Wisconsin in 1889, the 63-foot wooden

tug, Monarch, foundered in the rapids at Point Edward, Ontario, just below the

S02Grecnwood. Namesakes, 1920-1929, op. cit.,, 135.

S03“Master Sheet” on the Lansing Shoal, Institute for Great Lakes Research, Bowling Green State
University, Ohio,

S044Ship Information and Data Record" on the Katkaska, Herman G. Runge Collection, Milwaukee Public
Library, Milwaukee, Wisconsin.

SO5*Master Sheet” on the John A. Francomb, Institute for Great Lakes Research, Bowling Green State
University, Ohio.
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present-day Bluewater Bridge.596 She had been towing the hulk of the woodem
freighter, C. F. Bielman, on too short a towline, and the tug was a victim of the

current. Of the eight on board, four drowned.5%7

PEARSON (January 28, 1939): This ship was built in 1921 at Detroit. She sank in Black
River at Port Huron,?8 where she stayed for most of 1939, during which time, her
machinery was removed so that she could be converted to a club housc. However, she
caught fire on Feb. 3, 1940, at the foot of Balmy Lane, and burned to a complete

loss.309

WILLIAM BREWSTER (June [5, 1943): This 250-foot steel ship, built at Superior,
Wisconsin, was on her maiden voyage when she sank in a collision with the {reighter,
W.D. Calverley, near Algonac, Michigan.’!0 She was raised by the Reid Wrecking

Company of Samia, and returned to service before being scrapped in India in 1967.5!1

CITY OF PORT HURON (December 27, 1943): The opening of the Bluewater Bridge in
1938 wiped out the ferry vessel business. This 98-foot ferry sank at her dock on April

1, 1939, with her final enrollment being surrendered on July 29, 1941, Her hull, raised

S[)“""Ship Information and Data Record” on the W.H. Simpson, Herman G. Runge Collection, Milwaukee
Public Library, Milwaukee, Wisconsin.

507The Port Huron Times Herald, July 7, 1934,
S08The Port Huron Times Herald, Jan 28, 1939.

509°Master Sheet” on the Pearson, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

510The Port Huron Times Herald, June 16, 1943,

31“Master Sheet” on the William Brewster, Institute for Great Lakes Research, Bowling Green State
University, Chio.
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by the Reid Wrecking Company of Suarniz, was stripped and sold to Kincardine
interests. While being towed there, she sank off Port Franks with a deckload of

cquipment. The City of Port Huron was built at Cleveland in 1890.512

CITY OF SARNIA (1945): This 107-foot wooden steamer, built in 1880 at Detroit, sank
at her dock at Port Huron in 1945, after sitting idle for years because the completion of
the Bluewater Bridge in 1938 had sounded the death knell for vessel traffic across the

river. The City of Sarnia was raised in 1946 and dismantled in 1947.513

HAMONIC (July 17, 1945): This popular passenger cruiser, built at Collingwood in
1909, burned at Point Edward, Onlario, at a warehouse.53!4 One life was lost. After the
fire, the 350-foot-long ship was sold as junk and arrived at Hamilton, Ontario, for

scrapping.S13

UNIDENTIFIED BARGE (May 7, 1948): A loaded mud scow being towed by a tug into
Lake Huron where it was to dump its cargo nosed under the fast waters of the St. Clair
River just beneath the Bluewater Bridge and sank, about 100 feet from shore. One man

aboard the scow swam quickly to shore.5!6

312%Master Sheet” on the City of Port Huron, Institute for Great Lakes Research, Bowling Green State
University, Ohio,

313*Master Sheet on the City of Sarnia, Institute for Great Lakes Research, Bowling Green State
University, Ohio.

S14The Sarnia Observer, July 17, 1945,

S1S*Master Sheet” on the Hamonic, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

S6The Port Huron Times Herald, May 7, 1948,
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GEORGE L. (September 2, 1949): This 34-fool, steel (ish tug, built at Schewaing,
Michigan, in 1945, burned and exploded while in the Black River at Port Huron.

Fortunately, no one was injured or killed, but the vessel was a complete loss. 517

AMERICA (February 9, 1952): The 56-foot wooden propeller, America, was built in
1915 at Manitowoc, Wisconsin, After numerous usetul years in the southern Greal
Lakes region, the vessel sank at her dock at Port Huron and, when salvage attempts
failed, was surrendered to the Corps of Engincers. They raised the ship in sections,

which were trucked away for destruction,3!8

WALLSCHIFF (October 2, 1953): Sce the detailed examination of this loss in Chapter

Seven of this thesis.

A. M. BEYERS (April 19, 1956): This ship sank in the St. Clair River as the result of
collision with the Emory M. Ford. The 504-foot Byers, builtin 1910 at Cleveland, was
removed three weeks later. The ship was cleaned up and returned to service until 1974,

when she arrived in Spain for scrapping.519

EMSSTEIN (October 6, 1966): This German freighter sank after a collision with the

freighter, Olympic Pearl, on the St. Clair River about 15 miies south of Sarniu.520 The

517The Port Huron Times Herald, September 2, 1949,

518*Master Sheet" on the America, Institute for Great Lakes Research, Bowling Green State University,
Ohio.

Sl()"Ship Information and Data Record” on the A.M. Byers (Jack Wirt), Herman G. Runge Collection,
Milwaukee Public Library, Milwaukee, Wisconsin.

520The Port Huron Times Herald, Oct. 7, 1966,
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Emsstein scttled and grounded and was later raised and had hull repairs carried out in

Quebec.

SYLVANIA (June 1, 1967): The old (1905) steamer, built at West Bay City, Michigan,
measured 504 feet in length. The freighter, Renveyle, struck the Sylvania while the
latter was unloading limestone cargo just below the Bluewater Bridge. The Sylfvania

seltied in shallow water, but was raised for repairs in two weeks.52!

SIDNEY E. SMITH, JR. (junc 5, 1972): See the detailed examination of this loss in

Chapter Scven of this thesis.

52i°Ship Information and Data Record” on the Sylvania, Herman G. Runge Collection, Milwaukee Public
Library, Milwankee, Wisconsin.
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207 APPENDIX B

Photographs

Above: Aerial view: the mouth of the St. Clair River, looking south (Photo by Cris Kohl).
Below: Acrial view: the Bluewater Bridge at the river's mouth (Photo by Cris Kohl).
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Above: Aerial view: Stag Island, the St. Clair River, looking south (Photo by Cris Kohl).

Below: Aerial view: Fawn Island, the St. Clair River, looking northeast. Both islands arc
on the Canadian side of the_ main body of the river. (Photo by Cris Kohl).
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Above: Aerial view: the St. Clair River and the mouth of the Chenal Ecarté, looking cast
into Canada (Photo by Cris Kohl).

Below: The wooden steamer, Joliet, at dock, Marquette, Michigan, Lake Superior.(Photo
courtesy of the Institute for Great Luakes Research, Bowling Green State University, Ghio).
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Above: Stern view of the steamer, Joliet (Photo courtesy of the Institute for Great Lukes
Research, Bowling Green Staie University, Ohio).

Below: Closc-up of the Joliet's bridge, captain at right and crewmember at helm. (Photo
courtesy of the Institute for Great Lakes Research, Bowling Green State University, Ohio).
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Above: The steamer, Joliet, underway (Photo courtesy of the Institute for Great Lakes Research,
Bowling Green State University, Ohio).

Below: The sunken Joliet, in the St. Clair River, late September, 1911, (Photo courtesy of
the Institute for Great Lakes Rescarch, Bowling Green State University, Ohio).
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Above: The Superior, later the Walter R. Pringle, in 1890 at Duluth (Photo courtesy of
C. Patrick Labadie, curator, Canal Park Visitor Center Collection, Duluth. Minnesota).

Below: The Superior, soon to be renamed the Walter R. Pringle, in 1917 at
Cleveland, Ohio, shortly after conversion to a tug. (Photo courtesy of the Institute for
Great Lakes Research, Bowling Green State University, Ohio).
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Above: The remains of thn. wrecked Walter R Prmgle Stag, Island St. Clair Rm.r
(Photo courtesy of the Public Archives of Canada, Ouawa, RG421Ic1, Vol. 379, File #24-2-88,
photo #35883).

Below: The remains of the wrecked Walter R. Pringle, Stag Island, St. Clair River

(Photo courtesy of the Public Archives of Cunada, Ottawa, RG421Ict, Vol. 379, File #24-2-88,
Em— photo #35884). T
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Abaove: The remains of the wrecked Walter R. Pringle, St-ag Island, St.-bluir River
(Photo courtesy of the Public Archives of Canada, Ottawa, RG42[Ici, Vol. 379, File #24-2-88.
photo #35885).

Below: Dredge and scow removing wreckage of the Walter R. Pringle, Stag Island, :
St. Clair River (Photo courtesy of the Public Archives of Canada, Ottawa, RG42IIci. Vaol. i
379, File #24-2-88. document #35. photo not numbered),
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Above: The sunken German freighter, Wallschiff (Photo courtesy of Ralph Polovich, Port
Huron Times Herald, Port Huron, Michigan).

Below: The newly-raised German freighter, Wallschiff (Photo courtesy of the Institute for
Great Lakes Research. Bowling Green State University, Ohio).
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The sunken steel freighter, Sydney E. Smith, Jr, at the mouth of the St. Clair River.
1972 (Photo courtesy of the Institute tor Great Lakes Research, Bowling Green State University, Ohio.
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The sunken sicel freighter, Sydney E. Smith, Jr, at the mouth of the St. Clair River,
1972 (Photo courtesy of the Institute for Great Lakes Research, Bowling Green State University, Ohio).
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The sunken steel freighter, Sydney E. Smith, Jr, showing cracked hull, 1972 (Photo

courtesy of the Instituie tor Great Lakes Research. Bowling Green State University, Ohioy.
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courtesy of the Institute tor Great Lakes Research, Bowling Green State University. Ohion.
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Above: A dramatic view of the sunken schooric-r; Fontana, mouth of the St. Clair River,
1900 (Photo courtesy of the Public Archives of Canada, Ottawa, photo #ACC 16673-69).

Below: The Jolin N. Glidden shipwreck, St. Clair Flats, October, 1903 (Photo courtesy
of the Chatham-¥ent Historical Museum, Chatham, Ontario, #1358).
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Above: The sunken passenger ferry, Hiawatha, September, 1906 (Photo courtesy of the
Institute for Great Lakes Rescarch, Bowling Green State University, Ohio).

Below: 'I‘l}c sunken wooden stcamer, City of Genva, with her sinker, the steamer,
Gilbert, in the background, August, 1911 (Photo courtesy of the Institute for Great
Luakes Research, Bowling Green State University, Ohio).
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A view of the dramatic grounding of the whaleback sleamer,‘Atitkokm:, at Marine City, St

Clair River, 1913 (Photo courtesy of the Public Archives of Canada, Ottawa, photo #S13094).
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Above: The launch of the wooden steamer, William H. Wolf, at Milwaukee, 1887
Three people were killed from the resulting wave (Photo courtesy of the Ins‘titmc t'();
Great Lakes Research, Bowling Green State University, Ohio).

Below: The smoldering hull of the steamer, Williamn H. Wolf, October, 1921 (Photo
courtesy of the Institute for Great Lakes Research, Bowling Green State University, Ohiu).
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Above: The passenger ferry, Omar D. Conger, underway in the St. Clair River (Photo
courtesy of the Public Archives of Canada, Ottawa, photo #517573).

Below: An aftermath view of the exploded steamer, Omar D. Conger, 1922 (Photo
courtesy of the Institute for Great Lakes Research. Bowling Green State University, Ohio).
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Above: The passenger [erry, United States, underway in the St Clair River (Photo
courtesy of the nstitute for Great Lakes Research, Bowling Green State University, Ohio),

Below: The burned and capsized steamer, United States, June, 1927 (Photo courtesy of
the Institute for Great Lakes Research., Bowling Green State University. Obia),
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Above and Below: The remains of the wrecked Sachem, near Walpole Island, St.
Clair River, Oct, 1928 (Photo courtesy of the Public Archives of Canada, Ottawa,
RGH2lIcl, Vol. 379, File #24.3.49, document #22, photo not numbered).
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Above: The tug, Monarch (Photo courtesy of the Institute for Great Lakes Research, Bowling
Green State University, Ohio).

Below: The old hulk of the steamer. C. F. Bielman, pictured in better duys, was being

towed by the tug, Monarch, at the time of the tragedy (Photo courtesy of the Institute
for Great Lakes Research, Bowling Green State University, Ohio).
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and Below: Aerial views of the salvage operations of the frcifghtgr, A..M.
Byers, in the St. Clair Flats, 1956 (Photos courtesy of Mann Historical Files.

Wallaceburg, Ontario). 5 . : S
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Above: The sunken German freighter, Emsstein, October, 1966, in the St. Clair River
(Photo courtesy of Ralph Polovich, Port Huron Times Herald, Port Huron, Michigan).

Below: The freighter, Sylvania, resting on the bottom of the St. Clair River, June, {967
(Photo courtesy of the Institute for Great Lakes Research, Bowling Green State University,
Ohio).
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