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happy about. We always get a few late renewals, in spite of all pleadings to the contrary. This
year, some of the late renewals, .and new members from here on in to the end of the year, won’t
get all the issues of Telescope for 1980! We have run out.
We could over-order grossly to make sure this didn’t happen, but then those we didn’t sell
would be a loss, and your dues would have to go up. So, to be efficient we try to order as close
as we can to estimated need, an estimate based upon early renewals. So, when you get the renewal
form on your next issue, don’t lay it aside to do “ later.” Do it promptly, before you get caught
up in the Christmas rush.

MEETING NOTICES

•

The Annual Dinner Meeting will be held on September 12, 1980 at the Detroit Boat Club. The
program will be a film entitled “ The Sinking and Salvage of the Sydney E. Smith, introduced
by Lt. Clay Evens of the United States Coast Guard Marine Safety Office. The November enter
tainment meeting will be held on November 21.
The business meetings will be held on October 24 (early to avoid Halloween) and January 9, 1981.
All meetings are at the Dossin Museum at 8:00 p.m..
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OUR COVER PICTURE. . .The subject of this month’s lead article is the 1,000foot freighters that are replacing so many of the older ships. This photo represents
the old and the new ships at the Soo Locks. This photo of the Ralph Watson and
the Lewis W. Foy was taken by Ruth Lee in 1978.

Telescope is produced with assistance from the Dossin Great Lakes Museum,
an agency of the Historical Department of the City of Detroit.
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THE THOUSAND-FOOTERS
by
The Editors of Telescope
The thousand-footer, that phenomenon
of the 1970’s, has changed the looks of things
on the Lakes as nothing since the opening
of the Seaway. That event spelled disaster
for all of the old Canallers, and now the sight
of one of them is an event to note. In the
case of the new superships, the cost has been
the loss of many of our old favorites that
have been consigned to scrap yards wound
the world. The Lakes will never be quite
the same.
It all began when the Stewart J. Cort emerg
ed from the Litton Yard in Erie, like toothpaste
being squeezed from a tube, a section at
a time. While this was going on, the bow
and stem were being built at Pascagoula
Mississippi, were joined together to form
a funny looking midget ship, and sailed into
the Lakes through the Welland Canal to
join the midbody. (See “ The New Calithumpian,” Telescope, Sep/Oct, 1971; Page 134.)
Once sailing she created a spectacle where-

ever she went. On her maiden voyage up the
Detroit River, thousands lined the shores
on both sides of the river to watch her go by.
Belle Isle was so crowded a traffic jam resulted.
Now, eight years and eleven ships later,
the sight of a thousand-footer is common
place, and seasoned boat watchers might
not look up from their newspaper to watch
one goby.
But that’s only true of us who are on the
water and see them all the time. Not every
one is so fortunate, and we were reminded
of that fact by a couple of our readers who
said, “ We don’t get to see them, so how
about running photographs for us?”
Good point. Here, then, for those readers
in particular, and for the rest of you in general,
is all the fleet. The Editor is indebted to the
members who made photos available, and to
the companies who filled in the gap for those
we didn’t have. We hope that you’ll enjoy the
results of the cooperative effort.
□

STEWART J. CORT — 1972 Bethlehem Steel Corporation

Photo by RUTH LEE
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1973 Litton Great Lakes

Photo by DON RICHARDS

PRESQUE ISLE — (tug and barge combination)
Corporation

JAMES R. BARKER

1976 Interlake Steamship Company

X

Photo by AL JACKMAN

f*

BELLE RIVER — 1977 American Steamship Company
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LEWIS WILSON FOY — 1978 Bethlehem Steel Corporation

EDWIN H. GOTT — 1978

United States Steel Corporation

Photo by AMERICAN SHIPBUILDING CO.

Photo by DON RICHARDS
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INDIANA HARBOR — 1979 American Steamship Company

SEP ☆ OCT, 1980
Page 123

EDGAR B. SPEER — 1980

United States Steel Corporation.
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THE ENVIROMENTAL
CAR FERRY
by
DWAYNE S. ANDERSON
and
JAMES E. ANDERSON

This article was written for and originally
published in the Inside Track, c railfan maga
zine in the May-June, 1979 issue. We reprint it
for its interest to Telescope readers with appre
ciation to the authors and Inside Track, for
permission to do so.
There were widespread advances in in
dustrial technology in the U.S. from the
mid-to late 19th century and the then dynamic
bustling Port Huron area had more than
its share. The region sprouted oil and salt
wells, giant steam tractors were designed
and built there, railroads pinwheeled out
in many directions toward Chicago, Toronto
Detroit and several industries — foundries,
shipbuilding, lumber —were booming. Rivall
ing the Eiffiel Tower as the engineering
accomplishment of the epoch was the com
pletion in 1891 of the Port Huron-Samia
international railroad tunnel.
It was the
first international submarine railroad tunnel
in the world, the first North American tunnel
to be dug by using massive steel shields
and a host of other “ firsts.” The tunnel,
still used by a dozen trains a day or more
but largely unnoticed by or unknown to the
citizens of the region today, is commemorated
by an excellent exhibit in the Smithsonian
Institution.
But the St. Clair Tunnel is essentially
the end of our story rather than the beginning
as its opening temporarily marked the end
of Grand Trunk ferry operations across the
St. Clair River. This service was not resumed
until over a half century later.
In the 1850’s both Port Huron and Sarnia
were busy and important railroad terminals.
The Grand Trunk Railway of Canada completed
its line from St. Mary’s to Point Edward
in 1859, a small community at the very point

where the broad cold waters of Lake Huron
funnel down into the swift flowing St. Clair
River.
In the same year, rails were laid to the
opposite shore at Fort Gratiot, Michigan,
now a part of the city of Port Huron. The
trackage on the U.S. side was apparently
incorporated under Michigan statutes as
the Chicago, Detroit and Canada Grand
Trunk Junction Railroad (some leased by
the Grand Trunk soon there after, and now
the Mount Clemens Subdivision of the Grand
Trunk Western).
Even while construction
was under way there was said to be some
transfer of goods and passengers between
railheads on the opposite shores with mer
chandise usually being transferred from
rail cars to sheds and sheds to ships or barges,
then ferried across the river where the process
was reversed. It was a slow and expensive
procedure even in those days of cheap labor.
Transferring passengers across the river was
simpler since passengers could move from
car to ferry to car by foot.
But in 1859 the Grand Trunk applied its
unique solution to all this transfer problem,
this being a large current-propellent swing
ferry that was ready to commence operations
as soon as the rail lines were completed.
How much help this ferry really was in its
early years of operation, however, is problem
atic since track on the U.S. side was standard
gauge and that on the Canadian side was
5'6", then a widely-used Canadian gauge.
It appears that the Grand Trunk moved toward
the U.S. standard gauge in the early 1860’s,
but it may well be that a lot of third rail was
spiked down earlier in the Point Edward area
to accomodate the standard gauge cars brought
over from the Michigan side. The swing
ferry carried standard gauge track only.
The point where the ferry swung across
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the channel (see map) is an interesting one
even today. The St. Clair narrows to 800
feet here and thus constricted, the waters
pour through at several miles per hom nearly
creating a rapids. From either shore one
can see ripples, eddies and small whirlpools
and occasionally some white water. Navigating
the narrows in a low powered outboard with
scant freeboard can raise the pulse rate.
The narrowness of the big ship channel and
the currents have contributed to several
accidents and one ship, sunk in a collision
a few years ago, slowed the heavy lake ship
ping traffic to a crawl for many months by
blocking part of the channel.
Slips for the swing ferry were located
south of where the graceful Blue Water Inter
national Bridge now spans the channel.
On the Michigan side the railroad remains
with the old station that once sheltered Tom
Edison. Edison at age 12 was a news butcher
on the Fort Gratiot-Detroit nm when opera
tion began in 1859. There is still trackage
on the Canadian side and the spot where
the ferry put in at Point Edward was once
noted as a terminal for the ill-fated Canada
Steamship Lines passenger ships Noronic and
Huronic both of which went up in flames

in the post World War II era with some loss
of life.
The Swing Ferry was designed to use
according to most reports, only the force
of the strong current to move it from one side
to the other. It was an environmentalist’s
dream, using the natural force of the water
for propulsion - no fossil fuels, no air pollu
tion. The principle of a current ferry is sim
plicity itself: given a flowing stream of suffi
cient volume and velocity, some arrangement
is made to hold the ferry at an angle to the
force of the current, as a string holds a kite
against the wind. If a flat surface - the side
of the boat, a center-board or a large rudder is placed at an angle to the current’s force,
it will be deflected and pushed to one side,
thus moving the vessel across the stream.
One reporter, Dorothy Mitts, in her column,
“ Where the Wild Goose Flies,” published
in the Port Huron Times Herald, February
21, 1954, notes that this was probably the
first car ferry in the world and that it was
the only swing ferry in the world until
the Russian government built one in Siberia
in 1879. If Dorothy Mitts is correct, the swing
ferry had some impressive credentials for
a spot in the technological hall of fame. (Re-
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porter is only half right. The first railroad
ferry was built and used in Scotland in 1849.
However, the Fort Gratiot-Point Edward
swing ferry quite probably was the first rail
road ferry powered by a river’s current.)
There are some mysteries and some contra
dictions in the reporting on the swing
ferry. We haven’t found out where it was
built. Possibly this was done right on the
spot in Port Huron, which had a thriving
shipbuilding industry at the time. In any
case, the vessel seems to have been soundly
constructed as, after severed years service,
she was made into a floating drydock and
served usefully for many more years.
As well as being a swing ferry, the vessel
seems to have been given the proper name
“ Swing Ferry,’’ certainly a functional way to
identify the vessel and an improvement
on the unimaginative tradition of naming
Great Lakes ships after obscure company
officials.
The means of propulsion is the most fasci
nating part of the story of the ferry and about
that there are some interesting variations
in accounts of the system. One map of the
period shows a cable of about 1000 feet was
fixed only to the American side. Other sources
indicate towers on both sides of the river
from which cables ran to the barge. How
the cable was secured at the American side
is also in question: some written accounts
indicate that a special tower was used. On
the other hand, oral accounts by long-time
citizens repeating eyewitness descriptions
of elder relatives, declare that the cable
was secured to a huge oak tree. Even the
concept that current alone was used was
challenged in these personal recollections
and there seems to have been teams of oxen
at both terminals that assisted in some way.
Perhaps all of the differences are not differen
ces at all but reflect reports from different
times because the ferry was in operation
for several years.
In our view, the most likely arrangement
would have been a single cable from a tower
on the American side. It seems unlikely
that any tree, even a huge oak, could withstand
the repeated pressures and pull of the big
ferry and its cars,although a tree might have
been used as an interim measure before
the tower was completed or, perhaps during
repairs to the tower. The concept of cables
from both shores does not seem plausible
since it would greatly interfere with navigation.
It could be, however, that a cable tower was
built on the Canadian side as an experiment
to see if the crossing would be easier using
that shore as a fulcrum instead of the other.

Oxen probably may have been available to
assist in bringing the ferry in the last few
yards and would appear to be especially
useful on the Canadian side for this purpose.
If this were the case, a crewman would throw
a heaving line with a cable attached ashore
where it would be hauled in secured to the
team and then the barge pulled into the
slip. Alternatively, or perhaps also, the oxen
might have been used to switch the railroad
cars on and off the ferry since the primitive
slips of the period might not have been able
to cope with the weight of a locomotive or
even of several cars at a time if the locomotive
were to try to switch from a distance using
idler cars between it and the slip and ferry.
The ferry probably could not carry many
cars. Six to eight of the smaller cars of the
era seems like a reasonable figure. More
might be unhandy, less uneconomical. More
over, the vessel could not have been too
small if it were converted to a dry dock in
its later life.
The cable was, according to some, about
a thousand feet long. While this may have
been the case, it seems more likely that it
was several hundred feet longer in view of
the fact that the river is 800 feet wide at
this point.
The direction of movement must have been
controlled by a large rudder or, more likely,
rudders. Probably there was one of each
end of the ferry. W ater pressure pushing
against the hull and rudders acted similarly
to wind pressure on a sail and the cable per
formed, in a manner, the functions of a keel.
Thus the barge had some similarity to the
more conventional wind-powered ships of
the period.
Clearly there were considerable advantages
to the swing ferry. Some, such as being
noiseless, non-polluting and energy con
serving, would not have been greatly appre
ciated in its day. But there were useful quali
ties as well.
Engines were unnecessary
and engines were expensive and they were
fuel hogs in the days before condensers,
feedwater heaters and, particularly, super
heaters. The very low working steam pres
sures, often less than twenty pounds per
square inch, also ensured poor efficiency
and low horsepower. Even with low pressures,
the boilers of the 1850’s were dangerous.
They exploded frequently and since most
of them were Scotch type, when they rup
tured, quantities of water flashed into steam,
enough to roast any crew members not in
a position or agile enough to jump overboard
quickly. The weight and space taken up
by machinery was virtually eliminated and
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the ferry crews were made somewhat smaller
than when firemen, engineers and wipers
had been required. Maintenance costs must
have been less and of course, there was
no fuel or cylinder oil to purchase and less
lubrication needed.
But there were drawbacks.
The vessel
must have been slow and, while we have no re
cords to confirm this, ice conditions must
have made operations most difficult if not
impossible. The biggest problem, according
to our sources, was safety. The vessel couldn’t
maneuver appreciably and the long cable
must have hampered and probably stopped
traffic, at least of larger vessels, when the
ferry was in the slip on the Canadian side.
In 1867 when the ferry collided with an up
bound steamer, the cable was severed and
Swing Ferry drifted, spinning downstream
until the schooner Reindeer manged to pass
a line to the helpless vessel and take her in
tow. The accident may have finished the
career of the ferry as some accounts indicate
that she was retired that same year. Other
accounts indicate that she continued in service
until 1872, when she was replaced by the
self-propelled International II. We are inclined
to believe that the latter date is more accurate
since retirement in 1867 would mean that
the Grand Trunk had no car ferry service
across the river for five years, which seems
unlikely. (Oddly enough, one person was
sure the ferry only operated for a year or
two.) The 1872 date would have given her
a service life of 13 years.
The main reason for the demise of the swing
ferry was its menace to navigation, but the
cable may also have caused severe problems.
In fact, it is not clear whether it was a cable
or a chain that anchored her to the shore.
Steel and even iron cables were in their in
fancy at the time and may not have been
available.
Fiber cables would have been
bulky and weak. A chain may well have
been used though most accounts mention
cables.
In any event, the ferry was probably retired
in late 1872 and converted to the floating
drydock Wolverine, which was operated
at various locations in Port Huron for many
years thereafter. As the Swing Ferry seems
to have held many “ firsts” , it was fitting
that her successor, International II was also
a historic vessel, the first propeller-driven
car ferry on the Great Lakes and the first
three-track ferry on the Lakes.
As an interesting sidelight, the lifetime
of Swing Ferry, including her contributions
as a drydock, coincided with the boom times

of the-then heavily industrialized city of
Port Huron. As the foundries, lumber and
other industries declined after World War
II and the city went into virtual hibernation,
Sarnia also sank into somnolence at about the
same time and for years remained a small
hidebound and static community. New life
arrived in the fifties, however, and Sarnia
has now become a petrochemical giant.
There are no railroad swing ferries anywhere
in the world today, but if the most dire pre
dictions of conservationists bear fruit, perhaps
tall sailing ships and swing ferries once more
will be important in future transportation
systems.
□
Editor's note: This article was already set
in print when we received additional informa
tion on the ferry.
Recently new information surfaced on just
how the ferry was propelled back and forth
across the river. According to Myles Pen
nington’s 1886 book “ Railways and Other
Ways” (Williamson & Co., Toronto), the
ferry was conceived by E. T. Blackwell, a
vice president of the Grand Trunk Railway
of Canada, who had noticed in travels in
Europe a mode of crossing rivers by means
of a rope or chain secured to an anchor or
post in mid-stream. Under this arrangement,
Pennington notes, the other end of the rope
or chain is attached to the ferry two-thirds
of the distance back from the bow, the boat
carried across the force of the current pushing
obliquely against the side of the boat. The
ferry is brought back again by changing the
position of the rope to a point a third of the
way from the bow.
Blackwell had a large barge constructed
“to take over a train of freight cars at one
tim e.” To the barge was attached a chain
about a thousand feet long, “ the other end of
the cable being secured to an immense anchor
such as was in use on the Great Eastern
steamship; this was sunk in the middle of
the river at the outlet of Lake Huron, a slip
or dock being made at each side of the river
for the barge to take or receive cars. ’’
As might be suspected, the ferry - called
the “ flying ferry” - worked well in ordinary
weather but, Pennington continues, with
a strong wind from the north and a rapid
current, “ the barge fairly flew across, and it
became a source of danger to passing vessels.”
Apparently the barge was quite large because
it received the title of the “ Great Eastern
of the Lakes.” The book records that the
ferry was finally abandoned and replaced
by a steam powered boat. No mention is made
of further use of the barge.
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LAKE ERIE
SHIPWRECKS

by
JACK MESSMER

Lake Erie has seen many disasters occur
on her temperamental waters.
Over the
past century and a half, she has claimed
more than her share of vessels. The reasons
for these losses have been as varied as they
have been numerous.
Probably the most
common cause for losses has been due to
stormy weather. One such example is that of
the steamer Idaho.
The Idaho had a long and useful life on
the Great Lakes. She served faithfully for
more than 30 years. She was built in 1863
(US 12069) as a wooden steam driven propeller
by the Peck and Masters Company of Cleve
land, Ohio for the W estern Transportation
company, a subsidiary of the New York
Central and Hudson Railroad. She measured
220 feet at the keel, had a 32 foot beam and
was 1,110 gross tons and 906 registered
tons. In her early years she served as a passen
ger boat, but as she aged, she was placed
in the freight trade. In 1893 or 1894, the
Idaho was taken out of service and remained
idle until the summer of 1897, when she was

completely overhauled for use as a passengerfreighter. That summer she was commissioned
to serve as the flagship and as accomodations
for 300 old sailors of the Naval Associations
at the Grand Army of the Republic Convention
in Buffalo. After the convention she returned
to her duties hauling freight.
On Friday, November 5, 1897 after taking
on a cargo consisting mainly of Christmas
toys, she left Buffalo for Milwaukee. When the
Idaho left Buffalo the winds were blowing a
moderate gale, but Captain Alexander Gillies,
a thorough sailor, knew he had a staunch boat,
even though she was the oldest on the lakes
and he continued heading out into the lake.
By dusk the wind had reached 58 m .p.h.
with mounting waves of 25 feet. Captain
Gillies at this point made a fateful decision
that would cost him and 18 other men of his
crew their lives. Rather than seeking shelter
behind Long Point he decided to press on
to the Detroit River at the western end of
Lake Erie. The Idaho pushed on leaving the
protection of Long Point behind.
When
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shortly thereafter broke. The Captain then
ordered all hands for form a bucket brigade
in a valiant, but useless effort to save the
Idaho. The water in the hold continued to
rise until it reached the boilers, e x tin g u is h in g
the fires, thus leaving the Idaho at the mercy
of the seas. Orders were thus given to evacu
ate the hold. In a last desperate attempt
to save themselves and the Idaho, the anchors
were dropped. The anchors dragged and
the Idaho was continually swept by the giant
seas. Around 3:00 a.m ., the Idaho rolled
to starboard and sank stem first in about
8 fathoms of water.
Two members of the crew near the bow
of the boat were able to make their way to
the forerigging and climbed to safety. As
second mate Louis LaForce and deckhand
William Gill watched the Idaho sink beneath
them, they saw fellow crew members being
swept into the raging seas. A couple of the
crew managed to launch a lifeboat, but the
mountainous waves soon overturned the

McDonald Collection/DOSSIN

MUSEUM

about 12 miles beyond the point, Captain
Gillies was informed that the boat was shipping
water into the hold. Realizing that his ship
could no longer weather the storm, Captain
Gillies decided to make an attem pt to turn back
to Long Point. This was their only chance
and a rather slim one at that. Turning a large
craft in such seas can be extremely perilous.
If the ship falls into a trough she may well
be wrenched apart, either opening her seams
or capsizing. The order was given to bring
the Idaho about. As she was swinging about,
the Idaho fell into a trough of the seas and
rolled so furiously that her rails were sub
merged. The wrenching caused her seams to
open, thus increasing the inrush of water.
The Captain ordered all hands to the pumps.
The two pumps were manned and the crew
were able to hold their own against the inrushing water. However, just as hope for
saving themselves and their ship seemed
possible, one pump quit and Captain Gillies
ordered all hands to the other pump, which

The IDAHO sank stern first and the two survivors held on to the spar for 12 hours
until the MARIPOSA arrived.
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boat and the men were unable to regain
the lifeboat.
Throughout the night, LaForce and Gill held
tightly to the spar, which was 25 feet above
the water. They were assaulted continuously
by high winds and driving hail. Morning
brought hope to the two remaining survivors.
LaForce who was higher up on the spar,
spotted smoke on the horizon. As the ship
drew nearer, LaForce began waving in hopes
that they would be seen. However, they went
unnoticed by the steam er and this caused
LaForce to temporarily go mad. He began
threatening Gill, saying that he was going
to knock him off his perch on the spar. How
ever, Gill was able to calm LaForce and they
remained there until 3:00 p.m. when the
first mate of the steamer Mariposa, Myron
Chamberlin spotted the two.
The 350 foot steel steamer Mariposa of
the Minnesota Steamship Company had left
Chicago with oats. All the way down the
lake, Captain Frank Root had considered
putting in for safe anchorage against the storm.
The first mate reported seeing the spar sticking
out of the water with what looked like two men
clinging to it. Captain Root checked the
sightings with his binoculars and immediately
ordered the Mariposa to full ahead toward the
wreck. As the Mariposa drew near, Captain
Root could see no motion from the two men.
He realized that their muscles must be frozen
around the spar. Captain Root decided it
would be impossible to launch a lifeboat
and that he would have to bring his ship up
to the spar and snatch the two sailors. The
crew of the Mariposa lined the rails as the
Captain brought the Mariposa into position.
He realized that just a small mistake might
be enough to cause the Mariposa to bump the
spar, breaking it off, or knocking the two
men off the spar and in either case, sending
them to certain death.
As the Mariposa made her way slowly
towards them, she wallowed in the waves
dangerously close to the spar. Just as she
was along side the spar, a large wave shifted
her away from the spar. Captain Root tried
unsuccessfully a second time, but on his
third attempt the crew of the Mariposa were
able to snatch LaForce and Gill from the
spar. The Mariposa continued on her journey
to Buffalo with the only two survivors of
the crew of 21.
Although Lake Erie has claimed a vessel,
men have often endeavored to take the prize
from her grasp, only to once again lose the
vessel to the mighty lake. An example of just
such a situation was the loss of the schooner

Honora Carr formerly the Maple Leaf.
In 1867 the 114 ton schooner Maple Leaf
was launched at Picton, Ontario. She was a
modest 91.7 feet in length, 21.6 feet in beam
and had a draft of 7.7 feet. There are no
records to the identity of her first owner
or owners, but at the time of her first disaster,
she was owned by Jam es Sutherland of Owen
Sound.
On Thursday morning November 15, 1883,
the schooner Maple Leaf left Port Burwell
at the mouth of Big Otter Creek, on the north
shore of Lake Erie. She was headed for Buffalo
with a cargo of lumber, staves, bolts and a
quantity of eggs. After traveling 30 miles,
the Maple Leaf was struck by a severe north
west gale abreast Long Point. The force
and suddeness of the storm was so unexpected
that when the schooner was hit, Captain
Haskins was nearly washed overboard with
most of the schooners' deck load and sails.
With the storm came a heavy snow which
made it impossible for Captain Haskins to
get his bearings. Throughout the night the
small schooner drifted. Suddenly, just before
dawn November 16, the Maple Leaf struck the
beach with a lurch. At first Captain Haskins
thought that the schooner had grounded at
Long Point. But as the light of day and the
diminishing snow storm allowed for better
observation, the Captain and crew realized
that they were not at Long Point, but had in
fact, beached 5 miles southwest of Buffalo.
The waves had pushed the schooner so far
on the beach that when the water receded
on Friday evening, the Maple Leaf was left
high and dry.
Although no one was injured, nor the Maple
Leaf severely damaged, it seemed nearly
hopeless to save the schooner. She had buried
herself nearly 7 feet into the sand. Considering
her 16 years and size, the cost of salvage
would certainly outweigh her actual value.
All of her remaining cargo was removed
and offered for sale.
Throughout the winter of 1883 and again
through the entire season of 1884, the Maple
Leaf sat on the beach. Finally, a local salvager
Captain Michael Carr bought her from the
insurance company.
Early in the spring
of 1885, he began wrecking operations on the
Maple Leaf. With only minimal expense,
he succeeded in refloating the schooner.
Captain Carr had her fitted out and renamed
her the Honora Carr.
The little schooner did not find business very
good during the 1885 season and was able
to get cargoes occasionally. The 1886 season
looked even worse for the Honora Carr. A
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law suit by the Connelly Brothers for out
fitting her kept the Honora Carr tied up at
Buffalo. At one point the schooner was sold
at Marshal’s sale, but apparently Captain
Carr made good to his creditors and regained
ownership of the schooner.
Finally with all legal problems aside, Captain
George H. Clark, the Honora Carr’s agent,
secured a cargo of 200 tons of stove coal
for the Pennsylvania Coal Company for Port
Huron. The cargo was loaded on Thursday,
September 2 and the Honora Carr cleared
Buffalo at 5:00 Friday afternoon, September 3.
Aboard was Captain Edward Carr, son of
Michael Carr, Jam es McGerry, William
Keith, Thomas Scott and his wife. The Honora
Carr made little progress because of the fairly
high seas. At around midnight Friday, one of
the crew discovered that the schooner had
sprung a leak. After many months of lay up
due to legal problems, the oakum had worked
out of the schooner’s seams. Captain Cancontinued on coarse, believing that the leak
was not severe.
At day break Saturday,
September 4, Captain C an noticed that the
leak increased considerably and the Honora
Carr could not reach Port Huron.
Being
3 miles east of Port Colborne, Captain C an
ordered the schooner brought about and
headed for Buffalo. He believed that with
vigorous working of the pumps, they could
bring the schooner safely into Buffalo. When
about 2 miles southwest of Point Abino, the
schooner began filling rapidly and the pumps
were soon abandoned.
The tug Inez, coming from Buffalo where she
had just obtained fuel was spotted and hailed
by the crew of the Honora Carr. Three of the
crew, Captain C an, McGerry and Mrs. Scott
launched the yawl boat which had been dam
aged when it smashed on the deck during
heavy seas Friday night. They began rowing
towards the tug.
William Keith jumped
from the schooner and began swimming
for the tug, leaving Thomas Scott alone on
board.
Suddenly the Honora Carr sank.
Thomas Scott, although a good swimmer,
could not escape the turbulent water created
by the sinking schooner and was drowned.
The Inez picked up the passengers from
the near water-filled yawl and rescued William
Keith from the water. However, repeated
searches of the area could not turn up the body
of Thomas Scott.
After severed hours of
searching, the Inez returned to Port Colborne.
At Port Colborne the survivors immediately
boarded the steamer Huntress, an excursion
boat and returned to Buffalo.
The wreck was reported sunk at 11:30

Saturday morning.
Her reported location
was 2 miles southwest of Point Abino in 60
feet of water. Because of her size and the
depth at which she laid, no salvage attempts
were ever undertaken. The vessel was un
insured, but her cargo of coal was paid off
by the British American Company. So the
Honora Carr finally came to rest for ever
at the bottom of Lake Erie.
Lake Erie has had other means of bringing
a vessel to her depths. Fire has brought
uncounted souls and ships to their final resting
place on her bottom. The steamer City of
Rome was one of those vessels.
The City of Rome (125914) was a wooden
steam driven propeller of 1,908 gross tons.
She was built in 1881 at Cleveland and measur
ed 268 feet in length, 40 feet in beam and 20
feet in depth. At the time of her loss she was
owned by James Mitchell of Cleveland.
On Tuesday May 5, 1914 the City of Rome
under the command of Captain William
Dunn of Cleveland, loaded with oats, arrived
at Buffalo from Chicago. She was quickly
unloaded and was under way by 6:00 p.m.
Wednesday. She left with the Captain and a
crew of 15, light for Toledo to load a cargo
of coal destined for Milwaukee. After traveling
some 40 miles from Buffalo, at about 11:00
p.m., the first mate John McNamara, dis
covered flames in the forward hold of the ship.
He immediately
alerted
the
Captain
and crew, most of whom had retired for the
night. Quick to respond, the crew fought
the fire with hose and buckets. After fighting
the raging fire for nearly 2 hours, it was
obvious that the fire was out of control and
gaining rapidly.
With the hopelessness
of the situation, the crew wanted to abandon
ship, but Captain Dunn gave strict orders
for the crew to stay at their posts. The Captain
ordered Thomas Cunningham, chief engineer,
to give him all the speed the old vessel could
deliver for a dash to shore and safety. Giving
the vessel full steam and the wheel turned
to port, the City of Rome rapidly headed
for the beach. At 2:00 a.m. the City of Rome
was grounded on the beach a mile east of
Ripley some 50 feet from shore. The crew
immediately lowered the lifeboats. Had the
ship not reached shore for another 5 or 10
minutes, the entire crew would likely have
perished. The heat from the fires had become
so intense that her seams were opening
and the vessel was settling rapidly. Also the
flames had just started to reach the lifeboats
causing the paint to blister. Without lifeboats,
the water, probably still in the 40’s would
have soon drained the life from all but the
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was benevolent.
Although the crew lost
all of their personal belongings, the only injury
reported was that of first mate McNamara with
severe bum s on his right hand.
Other vessels have been lost on Lake Erie
as the result of a collision. Certainly not
an unusual occurance, vessels have been
lost even with todays modem navigational
aides. However, a rather peculiar collision
took place off Buffalo between the tug Acme
and the steamer Wilkesbarre.
The ice from Lake Erie accumulates at
its eastern end each spring. This is due to
the prevailing winds and the flow of her waters
to the Niagra River. Because of this movement
of ice in the spring, shipping out of Buffalo
is at best difficult and is sometimes near
impossible. In April of 1902, the ice fields
still remained off Buffalo, waiting for warmer
days to slowly dissolve them.
However,
commerce does not always wait for mother
nature to take her course. This impatience
was to cause the loss of the tug Acme.
The Acme (107039) was a wooden tug built
in 1893. She was built in Buffalo, probably
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hardiest crew member.
Once in the lifeboats and clear of the burning
vessel, the hapless crew were still faced with
a life and death situation. Due to the sheer
cliffs where she beached, the two lifeboats
were unable to land. The crew exhausted
from their efforts to save the Rome had no
choice but to row eastward in a heavy surf
in search of a suitable beach for landing.
After rowing nearly 4 miles, still 2 miles
west of Barcelona, they attempted to land
on the beach at daylight. Landing success
fully, several of the crew had to be assisted
from the lifeboats as they were completely
exhausted. By luck or providence, the ship
wrecked crew landed near a farm where
they were given hot coffee and food. This
along with a rest, revived the 16 sailors who
were then able to walk to a nearby railroad
depot to catch the B. & L.E. trolley for Erie.
Arriving at Erie, they related the story of their
narrow escape. They soon boarded another
train for Cleveland to report the City of R om e’s
loss to her owners.
In the case of the City of Rome, Lake Erie

The WILKESBARRE, which collided with the tug ACME.
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by the Union Dry Dock Company and was
58 gross tons. Her dimensions were 66.8
feet in length, 17 feet in width and 9.6 feet
in depth. At the time of her loss, she was
owned by the Great Lakes Towing Company
and was valued at $12,000.
On Tuesday, April 15, at approximately
4:30 p.m ., the tug Acme with the 381 foot
steel freighter Wilkesbarre in tow, cleared
Buffalo Harbor. The Wilkesbarre was light
and headed for Toledo to pick up a cargo.
The Acme, under the command of Captain
Harley H. Vrooman, was to take the steamer
through the ice field which extended nearly 5
miles into Lake Erie from Buffalo.
At the front of a 200-foot tow line, the
Acme and Wilkesbarre proceeded into the
ice field with little difficulty. Suddenly, when
about 3Vi miles off Buffalo, the tug became
jammed in the packed ice which brought
her to a standstill. Captain Vrooman realized
the danger the tug was in and immediately
called to those in the engine room to get
on deck. At the same time, he attempted
to back up and free the tug. However, on such
a short tow line and with the Wilkesbarre
building her own steam, the collision was
unavoidable.
Aboard the Wilkesbarre, Captain Dennis
Driscoll immediately took action to check
the steam down. However, being on such
a short tow line, the momentum of the vessel
was sufficient to cause a collision. At the same
time, Captain Driscoll attempted to swing
the Wilkesbarre to port to avoid the Acme.
This effort proved futile, for the path plowed
through the ice by the tug acted as a funnel,
bringing the Wilkesbarre down upon the
Acme.
Seeing that the collision between the two
vessels was inescapable, the crew: Fred
Furguson, chief engineer; Frank Dovey and
James Murray, both stokers, jumped into the
water.
Captain Vrooman had remained
at the wheel of the tug and was still in the
pilot house attempting to save the Acme,
when the Wilkesbarre struck the tug. The
steamer struck the tug on her port quarter
which rolled the tug over on her starboard
side, causing her to fill. As a result of the
collision, the vessel was at such an angle that
Captain Vrooman could not make it to the door.
Showing great courage and composure,
for others would certainly have panicked,
Captain Vrooman crawled to one of the win
dows and escaped just before the Acme 3ank
in 40 feet of water.
The struggle for life by the crew of the
Acme surely must have been a painful one.

The water at this time of year would certainly
be only a few degrees above freezing. Swim
ming even a short distance to escape the
oncoming Wilkesbarre must have been ex
tremely difficult. Added to this was the weight
of their heavy overcoats, which made just
staying afloat a minor miracle. Fortunately,
the men were able to escape being run down
by the steamer, but their escape would not
insure their survival. If help did not arrive
soon, the cold water would soon drain all
their strength. The Wilkesbarre, although
slowing down and stopping, had been carried
several hundred yards beyond the men in
the water. Captain Driscoll did not attempt
to back up to rescue the struggling men,
for he feared in the narrow channel that
he might inadvertently run them down with
the propeller of his vessel. He also observed
that the crew of the steamer Tom Adams
was preparing to make a rescue of the tug’s
crew. Captain Driscoll was confident that
they would save the struggling men.
The steamer Tom Adams had been several
yards behind the Acme and Wilkesbarre.
Observing the collision, Captain McCallum
of the Adams, gave four sharp blasts of his
whistles. Checking his vessel down, Captain
McCallum ordered his crew to make pre
parations to pick up survivors. As the vessel
approached the struggling men, lines were
tossed from the steamer and the four men
were hauled aboard. Except for the shock
of the plunge and numerous cuts and bruises
inflicted by floating ice, the men of the Acme
received no serious injuries. Captain Mc
Callum was making preparations to turn the
Adams around, but found it unnecessary,
for the tug S. W. Gee was approaching.
The Gee had been sent earlier in reponse
to Adams signal. The Acm e's crew was trans
ferred aboard the Gee and they were taken
back to the Great Lakes Towing Company’s
office around 6:00 p.m. The Wilkesbarre,
upon seeing the rescue of the men, once again
started for Toledo. After the transfer of the
survivors to the tug Gee, the Tom Adams
also continued on her journey.
Divers examined the wreck soon after
her loss. Finding the Acme in poor condition,
they concluded that raising the tug would
be a waste of time and money. However,
her engines and some machinery were re
moved. The Acme found her grave at the
bottom. She became another price which
Lake Erie demanded from her users. These
are but a few of the many vessels which
have navigated the troubled waters of Lake
Erie and paid with their destruction.
□
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To our many good friends: —
The months of July and August were pretty overwhelming for us, and we owe notes of thanks to
so many of you we would never finish them! Two great parties, a lovely boat ride up the Detroit
River on a tug, a freighter trip, gifts, photos, good wishes... well, there ju st seemed to be no end
to it all. To everyone who had anything to do with it—for making our retirement the event it has
been, thank you, so much.
We have a new address now: 36809 Park Place Drive, Sterling Heights, MI. 48077. Drop us a
line now and then, and we '11promise to keep in touch.
Ruth & Bob Lee
Apr. 24. . .The U.S. Coast Guard Ice Navigation Center in Cleveland, Ohio term inated operations
today.
Apr. 26. . .American Steamship Company’s new seIf-unloader American Mariner departed
from Sturgeon Bay, Wisconsin for Escanaba, Michigan on her maiden voyage.
Apr. 27. . .The Yugoslav bulk carrier Danilovgrad arrived in Duluth.
. . .The Tom M. Girdler was freed at 1:45 p.m.
Apr. 29. . .The Pringle Steamship Company’s seIf-unloader William R. Roesch arrived at Dollar
ay on Lake Superior with 15,500 tons of coal for the Upper Peninsula Power Company. She
is the first vessel to use the Portage Channel this year.
May 1. . .Ralph Misener cleared Port Weller Drydock.
May 2. . .E. J. Newberry on Port Weller Drydock.
. . .The tug Salvage Monarch towed the Pierson Independent out of Hamilton, Ontario enroute
down the Seaway.
. . .Tugs Stormont and Argue Martin towed the seIf-unloader J. F. Schoellkopf Jr. out of Erie
Pennsylvania.
May 3. .J. F. Schoellkopf arrived at Port Colborne and laid up at Ramey’s Bend of the Welland
Canal, alongside the remains of the old bulk carrier George M. Steinbrenner.
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. . .The Russian vessel Vasya Shishkovskiy with a Canadian pilot aboard sailed from Ludington
Michigan headed for the ocean.
May 4. . . Vasya Shishkovskiy picked up another Canadian pilot at Sarnia, Ontario.
. . .U.S. Seaway pilots refused to handle the Russian vessels Tolya Komar and Nemirovich
Danchenko.
May 5. . .The keel for Upper Lakes Shipping’s new seIf-unloader was laid at Port Weller Dry
docks.
. . .The keel for Hannah M arine’s new 407 foot barge (Hull 727) was laid at Bay Shipbuilding.
. . .The Canadian tanker Canso Transport, enroute from Tampa to Rio Grande loaded with
chemicals picked up some Cuban refugees drifting at sea. They were later transferred to the
U.S. Coast Guard cutter Dallas.
. . .The seIf-unloader Sharon ran aground in the Detroit River near bouy 23 of the Trenton Chan
nel. She was hard aground and even with help of Gaelic’s tugs Kinsale, Shannon and William
A. Whitney, Great Lake’s tugs Main and Maryland and tug Malcom, she would not move. Some
of her cargo will be lightered.
May 6. . .The 1,000 foot seIf-unloader James R. Barker delivered 55,000 tons of iron ore pellets
to the new Republic Steel’s Corporation pellet terminal at Lorain, Ohio.
. . .Canadian pilots took the two Russian ships up the Seaway.
May 7. . .An explosion on board the Canadian bulk carrier Cartiercliffe Hall left one dead and
one injured. She was being rebuilt at the Collingwood, Ontario shipyard.
May 9. . .The Canadian bulk carrier Goderich arrived at Toronto and was renamed Soo River
Trader.
. . .The Canadian seIf-unloader Cape Breton Minor arrived at Port Weller Dry Docks and tied
up at the fit out wall. She was there for survey and repairs to cargo holds.
. . .The U.S. Coast Guard report on the cause of the fire aboard the Canadian bulk carrier Cartier
cliffe Hall last June ruled out electrical malfunction. The report stated that the cause of the blaze
cannot be determined, but said two possible causes could be crew members smoking in their
cabins or spontaneous combustion of paint stored in a locker near the crew’s cabins. The Canadian
government also conducted a hearing on the incident, but has not yet released its report.
May 10. . .The new skipper and mate aboard the Isle Royale ferry Ranger HI are Captain John
Borgen and Mate Paul Kallio.
May 12. . .Liao Yang was the first ship from the Peoples Republic of China to use the Seaway.
She was upbound for Hamilton, Ontario.
May 13. . .The repair and rebuilding of the Cartiercliffe Hall at Collingwood, Ontario shipyard
has been completed. Estimated sailing date was May 18.
. . .A loading spout at the Globe Elevator in Superior, Wisconsin fell into the hole of the bulk
carrier Alastair Guthrie at 11:15 p.m. No one was injured and the cause of the accident was
under investigation.
. . .The Polish ship Ziemia Bialastocka sailed from Duluth, Minnesota loaded with pesticide-
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Photo by SKIP GILLHAM
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The C. H. McCULLOUGH JR. shown here above Lock 2 on July 23, 1974.
treated com, leaving in its wake an inquiry into the accuracy of testing equipment used by Minne
sota state inspectors, who reduced the grade given the corn’s quality.
May 14. . .U.S. Steel laid up four ore carriers today because of limited demand for taconite
pellets. They are the Homer Williams, Eugene Pargny, Eugene Thomas and Ralph Watson.
They are laid up in the Duluth-Superior area.
May 15. . .E. J. Newberry cleared Port Weller Drydocks.
. . .Hydrofoil service began across Lake Ontario, running from Toronto to Niagra on the Lake.
May 17. . .The Canadian m /v Roland Desgagnes, on a loaded voyage from Sault Ste. Marie
to Seven Islands with a cargo of grinding balls, collided with Cuban m /v Carlos Manuel de Cespeds
on a voyage to Toronto. The collision occurred at Copelands Cut just above the Eisenhower
Lock of the St. Lawrence Seaway. After inspection, both vessels continued their voyages.
May 18. . .Carlos Manuel de Cespeds arrived at Toronto and began discharging her cargo of
bulk sugar.
. . .Tug Salvage Monarch towed the old bulker Royalton out of Hamilton.
May 19. . .The Canadian tug Wilfred M. Cohen towed the C. H. McCullough Jr. upbound through
the Soo Locks headed for Thunder Bay, Ontario, where she will be scrapped.
. . .The mid-section of Pickands M ather’s new 1,000 footer, Hull 909, was towed from the Toledo
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yard to the Lorain yard of American Shipbuilding Company.
. . .12 members of the 305th Aerospace Rescue and Recovery Squadron, U.S. Air Force Reserve,
have been given medals for the rescue of 11 crew members off the sinking Canadian freighter
Labradoc on April 6, 1979. The Labradoc was caught in a storm that swept Lake Erie. The squad
ron is stationed at the Selfridge Air National Guard Base in Michigan.
. . .The tanker Jupitor limped into Dollar Bay after its engine malfunctioned on Lake Superior.
She was on a loaded voyage from Cleveland to Marquette, Michigan with gasoline. Repairs
will take about 3 days.
May 20. . .A 10-ton, 200-square foot weather bouy loaded with electronic gear has been set
in Lake Huron, east of Bois Blanc Island. This is the third one in the Lakes. The others are in
Lakes Superior and Michigan.
. . .The bulk carrier C. L. Austin paid a rare visit to the Welland Canal when she went down
headed for Oswego, New York with grain.
. . .Tugs Salvage Monarch and Helen M. McAllister head down the Seaway with Royalton in tow.

American Steamship Company ’s new seIf-unloader AMERICAN MARINER.
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May 22. . .Three more U. S. Steel vessels have been laid up in Duluth-Superior harbor. They are
the Thomas W. Lamont, Robert C. Stanely and Sewell Avery.
. . .Contracts have been let to American Shipbuilding Company to repair the seIf-unloader
Nicolet. She was hit by fire in late December, 1979. Work will be done at their Toledo yard.
May 23. . .When entering the Duluth Ship Canal from Lake Superior, the Canadian bulk carrier
Lake Winnipeg grazed the north wall, knocking over a lamp post and breaking loose a chunk
of concrete. She had steering gear problems.
May 24. . .The Cartiercliffe Hall has reentered service and passed by Detroit loaded at 7:52 p .m ..
. . .Bethlehem’s Steel’s new 1,000-foot vessel Burns Harbor was christened at Bay Shipbuilding
yard at Sturgeon Bay, Wisconsin.
. . .Membership in the Institute passed the 1,500 mark — a new mid-year record.
. . .Tug Salvage Monarch cleared Hamilton with Marinsalunder tow.
May 25. . .The Yugoslav vessel Beograd traveling from Trombetas to Port Alfred, Quebec, has
been refloated in the Amazon River. She grounded on Sirius Bank of the river on May 23.

Photo by P. B. WORDEN
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LAKE WINNIPEG suffers two problems in three days.
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May 26. . .Lake Winnipeg went aground near Espanore Island after clearing the St. Mary’s
River. Two of her port and starboard ballast tanks were punctured. She is downbound and loaded
with wheat for Baie Comeau, Quebec.
. . .Cartiercliffe Hall down the Welland Canal.
. . .The old laker Marinsal down the Seaway towed by the tugs Helen M. McAllister and salvage
Monarch.
. . .The Canadian laker Pinedale was towed into Toronto harbor. She had been a temporary
breakwall at Wesbeville.
. . .C.S.L.'s new seIf-unloader Nanticoke was christened at Collingwood, Ontario.
May 27. . .Lake Winnipeg was freed and towed back to the St. Mary’s River where she will
be inspected.
. . .Beogradsailed from Santana at 4:30 p.m..
May 29. . .Beograd cleared the Amazon north channel at 11:00 a.m. and was bound for Port
Alfred.
May 30. . .RolandDesgagnes is at Sorel, Quebec undergoing repairs.
May 30. . .C.S.L.’s Eskimo has been sold to Desgagnes. She entered the Welland Canal under
her old name and colors, but flying Desgagnes house flag.
. . .Canadian Hunter anchored near Morrisburg, Ontario with mechanical problems in her pumps.
May 31. . .Royalton and Marinsal cleared Quebec City under tow of the motor tug Hanseatic.
Jun 1. . .The State of Michigan, unions and the Chessie System have agreed to keep the car
ferry running this summer between Ludington, Michigan and Milwaukee, Wisconsin.
. . .The bulk carrier Joseph H. Thompson lost electrical power on Lake Superior near Two Harbors
Minnesota. She was towed into Two Harbors by the steam tug Edna G. The Thompson was loaded
and was headed for Cleveland when power was lost. Later: power was restored about 8:30 p.m.
and she continued her trip after Coast Guard inspection.
Jun 2. . .The Canadian bulk carrier Seaway Queen went aground in the St. Clair Cut-Off Channel
due to loss of steering gear. She is below Nos. 5 and 6 crib lights and traffic is single-file through
the channel. She was trying to free herself.
. . .The Greek freighter Archangelos sailed from Quebec City for Genoa.
Jim 4. . .U.S. Steel’s new 1,000 foot vessel was christened Edgar B. Speer at Lorain, Ohio.
June 7. . .The Greek vessel KalliopiL. grounded at Bouy 140 off Smith Island in the St. Lawrence
Seaway. She refloated herself, but suffered damage to her forepeak, which caused some flooding.
As she was proceeding to Bay State anchorage to adjust draught, she grounded again on McCoy
Island, causing more damage. She was refloated and proceeded to anchorage, where it was
discovered her draught to be outside Seaway limits. She was loaded with 15,131 metric tons
of rye and was loaded at Thunder Bay, Ontario for Black Sea ports.
. . .Mr. V.W. Scully, former president of Stelco and namesake of a Canadian bulk carrier, died
today at the age of 80.
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Jun 8. . .Canadian Hunter cleared anchorage after repairs to pumps.
. . .Beograd arrived at Port Alfred.
. . .Lightering of the Kalliopi is under way.

Jun 10. . .Beograd cleared Port Alfred for Thunder Bay.
Jun 11. . .Lightering completed on Kalliopi L. and she sailed for Montreal.
Jim 12. . .Kalliopi L. arrived at Montreal.
. . .U.S. Navy vessel Catawba passed down the Welland Canal enroute to Oakland, California.
Jun 13. . .The Yugoslav vessel Banja Luka, outbound from the Lakes, ran aground about 600
feet above Bouy D-4 on the north side of the St. Lawrence River. She was refloated and proceeded
to Quebec City for inspection.
. . .Curtis Haseltine, veteran marine writer and rewrite man for the Detroit Free Press, died
today at the age of 69. He was a past president of the Marine Historical Society of Detroit.
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Jun 14. . .Banja Luka sailed from Quebec City for Liverpool.

The JOSEPH H. THOMPSON loses electrical power in Lake Superior.
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The J. F. SCHOELLKOPF at Port Colborne, enroute to scrapping on May 3, 1980.

Jun 16. . .After loading more cargo, the Kalliopi L. cleared Montreal for Odessa, Russia. No
repairs were carried out at Montreal.
Jun 17. . .John Zelenak died today at the age of 71 in Warren, Michigan. He was a musician
and performed with Detroit area bands aboard the Bob-Lo, Put-in-Bay and Tashmoo excursion
boats.
. . .J. F. Schoellkopf Jr. was towed down the Welland Canal by the Canadian tugs Cathy M c
Allister and Helen M. McAllister enroute overseas.
. . .Fire broke out on the floating drill platform Mr. Neil in Lake Erie. Twenty persons were
rescued.
Jun 18. . .The Liberian freighter Olympic Prestige was surveyed afloat in Hong Kong for damage
sustained while passing through the Welland Canal on September 1,1979.
. . .The new tuna-seiner Captain Frank Medina passed Detroit downbound on her maiden voyage.
She was headed for the Pacific Coast and her home port is San Pedro, California.
. . .The Canadian m /v Sable Island, which was being broken up at Omnimar Limited dock at
Sorel P.Q. was reported to have sunk alongside the dock.
Jun 19. . .C.S.L. ’s Nanticoke down the Welland Canal on her first trip to Hamilton.
. . .Mr. Neil was towed into Port Colborne, Ontario.
. . . Cape Breton Miner off the Port Weller Dry Docks.
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Jun 20. . .The Canadian tanker Imperial St. Clair went on the Port Weller Dry Docks.
. . .The Greek bulk carrier Ellinida went to anchor in the St. Lawrence River, 65 miles east of
Quebec City with engine trouble.
. . .The Canadian seIf-unloader Brookdale went aground in the Detroit River below the Canada
Rock Salt dock at Windsor, Ontario. Tugs have been called.
Jun 24. . .Cartiercliffe Hall, upbound with ore, went aground in the Seaway near Cornwall,
Ontario. Tugs have been called.
. . .The Liberian bulk carrier Olympic Palm on a voyage from Leningrad to Argentina was docked
in the North Harbor in Kiel, Germany was contacted by the mooring Greek vessel Oinoussian
Mother. Both vessels were in ballast and suffered damage. The Olympic Palm will make tempo
rary repairs at Keil. She has been a visitor to the Lakes.

The MONTREALIAS after colliding with the ALGOBAY.

Photo by JOHN C. BARKER

Jun 25. . .Two Canadian vessels, the seIf-unloader Algobay and the Montrealais collided head on
in the St. Clair River abreast of red Bouy 48, just above St. Clair, Michigan. Both vessels are
damaged but there were no casualties among crew members. The Algobay was upbound and light
and the Montrealais was downbound and loaded. There was dense fog at the time of the collision.
Later: the Montrealais remains at anchor, while the Algobay went up to Sarnia.
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. . .Cartiercliffe Hall was refloated with the aid of three tugs and proceeded to Prescott, Ontario
for inspection. The grounding was caused by failure of the steering gear.
. . .American freighter Jean Lykes collided with a 18 foot fishing boat in the St. Clair River
about two miles north of St. Clair, Michigan. The fishing boat was sunk and the two fishermen
were rescued by other fishing boats in the area. The collision occurred about 10:45 p.m.. The
Jean Lykes continued downstream, headed for Erie, Pennsylvania. The U.S. Coast Guard is
investigating.
Jun 26. . .The Montrealais was given permission to proceed by the Coast Guard. She was escort
ed by the tug Barbra Ann and passed by Detroit around 12:30 p.m..
. . . Cartiercliffe Hall was given permission to proceed and headed for Conneaut, Ohio.
. . .The Liberian bulk carrier Ogden Importer was being repaired at Algiers. She suffered damage
when she contacted lock walls on the St. Lawrence River on April 9.
Jun 27. . .The Canadian m /v Yankcanuck went aground in the St. Clair River Cut Off Channel
when she experienced steering gear failure.
Jun 28. . . Yankcanuck was refloated and proceeds to Windsor, Ontario.
. . .The Annual International Tug Boat Race was held on the Detroit River as part of the DetroitWindsor Freedom Festival. Winners and their classes were; over 2500 hp; Mary E. Hannah.;
1301-2500 hp; 1st-Wm. A. Whitney, 2nd-Shannon. 751-1300 hp; 1st- Donegal, 2nd-Paul E. N o.l.
201-750; lst-G.F. Becker, 2nd-Goody U. Under 200 hp; 1st-Neptune HI, 2nd -Dynamite. The
trophy for the “ best dressed” tug went to the Paul E. No. 1. The Institute’s Bob Lee was the
race starter.
M IS C E L L A N E O U S . . .
. . .The Lake Carrier’s Association of Cleveland, Ohio is marking its 100th anniversary (18801980).
. . .Follow up: Italis, ex America, ex West Point, ex Australis, ex passenger ship and W.W. II
troopship has been sold by Okeania SA, Monrovia (A.J. Chandris, Piraeus) to European buyers
and was delivered in Piraeus to her new owners. They plan extensive refurbishing to use the
vessel as a hotel ship in an African port. She was built in 1940 at Newport News, Virginia.
. . .The Norwegian motor tanker Lake Anja, which suffered extensive bow damage from ice
in the Strait of Belle Isle in the mouth of the St. Lawrence River on May 8, is now being repaired
at Schiedam. She passed by Detroit on April 22, 1980.
. . .The suction dredger Three Brothers presently at Muskegon, Michigan is being cannibalized
by her owners.
. . .The U.S. Coast Guard will evaluate the color of green as an alternative to the black color
now used on bouys marking the left side of a channel when viewed from seaward. This one year
evaluation will test the belief that green bouys can be detected and their color recognized at a
greater distance than black bouys. The test bouys are located at Detroit River Entrance-East
Outer Bouy 5 and in Green Bay, Wisconsin: Green Bay Harbor Entrance-Channel Lighted Bouy 31.
REN A M ES. . .London Fusilier as New Whale, Ragnhild as Yesenyevo, Bengozi as Dynamic 1, and Piva as
Mizar.
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(TERM S EXPIRE IN 1981)
HARRY J . WOLF
HARRY C. ARCHER
ROBERT I. SCHF.I.I.IG. JR
F. JORDAN SCHANBECK
HARRY J . WALSH
DAVID A. McDONALD
(TERM S EXPIRE IN 1982)
RICHARD J . KRUSE
THOMAS P. ROCKWELL
RICHARD A. BOGDAN
KARL A. STREK
WILLIAM A. CAREY
J . ALBIN JACKMAN
(TERM S EXPIRE IN 1983)
GORDON P. BUGBEE
KARL KUTTRUFF
DONALD F. RICHARDS
ROBERT E. LEE
PAUL C. LaMARRE, JR .
WALTER CARPUS
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TELESCOPE STAFF
Telescope Editor:
(SIS) 824 - 3157

KATHY McGRAW
DOSSIN MUSEUM
BELLE ISLE
DETROIT, M I. 48207

Editorial Advisor: ROBERT E. LEE
Photo Technician:HARRY J . WOLF
Special A rt: KARL KUTTRUFF
Seaway N ew s Editor: SKIP GILLHAM
N ew s Editor

FREDERIC E. WEBER
11400 BALFOUR
DETROIT, MI 48224

All m em bers are invited to subm it item s to th e News Section. Those
who contributed to this issue are listed in the News Section heading.
The Editors m ust reserve the final decision in selection of item s used.
Please direct ALL NEWS MATERIAL to the NEWS EDITOR
OTHER CORRESPONDENCE TO THE TELESCOPE EDITOR.
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