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MEMBERSHIP NOTES •
Last spring we promised that the WCF pilothouse would finally be installed at the 

museum by fall. Unfortunately, all the work was done on blueprints these past few months 
and we can’t show the changes that have been proposed for the foundation. The questions 
lie with how deep to drive the pilings, sixty or ninety feet, so that the foundation
will not shift ever. Older members will remember how close the water was to DeRoy Hall
before the thirty-foot seawall was built. This fall another soil sample was taken to determine 
the depth for the pilings (rock bottom is 100 feet down) and to insure that 
construction of the foundation will not shift in the future.

Members will be interested in the following new books for Christmas. We will try to have them 
available at the museum in December, however, you may wish to order directly from the 
publisher in insure delivery for Christmas. Railway Steamships of Ontario by Dana Ashdown 
examines the relationship between the railroads and steamship companies to better serve 
passengers travelling from 1850-1950. By combining services, new territories were opened and 
vessels provided the necessary tonnage to move supplies to build the railroads and later con
nect them across lakes and rivers. This book sells for $29.95 in Canada or can 
be ordered from Boston Mills Press, 132 Main St., Erin, Ontario, NOB 1T0.
Fireboats by Paul Ditzel covers the history of these unique vessels from their early origins 
in London to the modern boats. The majority of boats covered are those that serve
the ports of New York, Los Angeles and Tacoma, but the Great Lakes are represented 
by boats in Chicago and Buffalo. There are over 200 illustrations and photos depicting the 
architect’s mind in designing these boats and excellent photos of them operating in 
tight quarters. This book sell for $24.95 and can be ordered from Fire Buff House 
Publishers, P.O. Drawer 709, 4115 Profit Ct., N. Albany Industrial Park, N. Albany, N.Y. 47150.

MEETING NOTICES •
On Friday, November 17th at 8:00 p.m. at the museum, Capt. John Leonard will show slides 

of some of the unique vessels that he has served on. Visitors to the Welland Canal will remember 
him on the dredge Charles Dick and the pulp carrier Chicago Tribune. On Friday, 
January 19th, Don Dube will show slides of the favorite vessels that have transited the 
Welland Canal through the years.

CONTENTS •
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OUR COVER PICTURE . . . After the recession in the early 1980’s, the 
shipping season has been extended into January to accommodate orders 
placed by customers as the economy improved. Columbia’s Reserve was built 
in 1953 at GLEW, lengthened 120 feet in 1975 and converted to a 
seIf-unloader in 1983. This photo was taken on January 6, 1989 by
Dale Pohto. n
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FRESHWATER CRUISE OF THE USS MACON

by
CAPT. J.C. WYLIE, USN 

Reprinted with permission from 
Proceedings, April, 1960 

©US Naval Institute

The USS Macon (CA 132) was a heavy 
cruiser of the U.S. Navy. She was built at 
Camden, N.J. on an order placed on August 7, 
1942 and commissioned into the U.S. Navy on 
August 26, 1945. In 1961 she was placed in 
the Atlantic Reserve Fleet and has since

Fully into freshwater now, we stood up the 
channel to St. Lambert, the first of the Seaway 
Locks. The approach channel from Montreal 
harbor is clearly marked still water, quite 
a change from the four or five knots of the

been scrapped. Capt. J. C. Wylie was a 
graduate of the U.S. Naval Academy Class of 
1932and was the Commanding Officer of the 
Macon during Operation Inland Seas. A t the 
end of Part I  the Macon arrived in Montreal 
and was preparing to enter the Seaway Locks.

river itself as it emerges from the Lachine 
Rapids into Montreal harbor.

The locks take a bit of explanation since they 
are so different from those at Panama with 
which most of us are familiar. They are eighty

The USS MACON in the Detroit River on June 30, 1959.



TELESCOPE
Page 144

feet wide and vary (in the Seaway and in the 
Welland Canal) from 766 feet to 715 feet long. 
Since Macon was only 675 feet long, the lock 
length was never a problem. At each end of the 
locks the concrete approach walls were 
angled out about fifteen or twenty degrees. 
One of those angled approaches is short, per
haps 100 to 150 feet, and the other leads 
into a waiting wall, usually parallel to the line 
on the dock, from 700 to 1,200 feet long and 
about four feet high above the water.

Our introduction to St. Lambert was a rough 
one. We stood up the channel and, since 
the lock was closed, made the waiting wall. 
We purposely sat at its outer end in order to get 
a fair shot at the lock entrance without 
trying to “walk” up the wall and around 
its two sharp comers.

A destroyer came up about twenty minutes 
after we arrived and we asked him to go to 
the wall ahead of us so we could square 
after leaving the wall and before entering 
the lock.

Then another destroyer stood up the channel 
and asked to moor alongside us. We told him 
we were moving shortly and asked him to hold 
in the channel, but the destroyer ahead invited 
him alongside and we found ourselves faced 
with a nest instead of a single destroyer 
to work around. About this we were called up 
and given the green traffic light by the lock 
gate. We sprung ourselves out, carefully 
working around the destroyer nest ahead of us, 
and when we got abreast the destroyers, the 
surprises came. The light turned red, the 
railroad bridge was lowered a hundred yards 
ahead of the jackstaff, and the first freight 
train started across.

Fortunately there was not much wind. We 
hovered for an hour and five minutes while 
five long freight trains ambled across ahead 
of us. The slight current from the spillway 
on the port quarter made for some 
difficulty, but a touch on the engines 
every now and then kept us fairly steady.

We had drifted almost to the shoal water on 
the port hand when finally the bridge went up 
and the light turned green again. We twisted 
the bow to starboard and moved ahead toward 
the lock, then backed the port engines 
to swing the bow to the left. So far, so good. 
To stop the swing, we went ahead a little on the 
port engines and backed a little on the star
board and, much to our amazement, 
swung sharply to port and ended up with the 
bow resting against the short left-hand 
approach wall.

It took a few moments to figure that one out. 
The wash from the backing starboard screws 
had gone up along the starboard wall, 
bounced off the singled right-hand approach 
and, having no place else to go, had pushed the 
bow to port. All perfectly normal, hindsight 
being better than our foresight at that 
moment, but it left us in a fix. We could not 
twist back to the right with the engines. We 
either had to back off and scratch our 
cherished paint or swallow our pride and call a 
tug.

And, bless their stout little hearts, one of 
the YTBs was there. He squeezed in between 
Macon and the nested destroyers, took a line 
from the starboard bow, gave just enough of a 
pull to start the bow to starboard and 
skittered back out of the way again.

We eased into this first lock without further 
incident and, during the process, found out 
that the lift bridges were in fact 120 feet 
above the water line. We had eight feet 
to spare overhead.

Here at St. Lambert Lock we also found 
out that the big foot-thick wooden fenders were 
not necessary. Small wooden 4x4s, light 
enough for one man to handle, were ample 
to protect the bulwarks around the high 
3-inch guns in the waist of the ship and the 
other section around the main deck where we 
came close to the lock walls.

The ship was conned all the way into the 
lock, using both rudder and engines, and 
no lines were put over until we backed down 
and stopped in place, inside the lock.

We had, before leaving Boston, installed 
some outside propeller guards below the 
regular propeller guards. These new ones were 
lower, so they would not ride over the low 
approach walls or the tops of the 
lock walls when the locks were filled. They 
were also wider, coming out to width of the 
beam amidships on the starboard side and a 
foot more than that on the port side to protect 
our Regulus missile ramp which projected out 
from the port quarter. The idea behind 
extending these propeller guards so far out was 
to give us virtual straight lines from the 
widest points of the ship at her waist to these 
two extended guards at the propeller 
positions sift. This way, we figured, we could 
take the locks in much the same way 
that the straight-sided ore boats do.

When the ore boats get the full width of 
the ship inside the lock, much farther forward 
of course, than the fine-lined Macon, they have 
the problem licked.
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Our first look at a lock gate dispelled 
this happy notion. The wooden rubbing rails 
on the gates were widely spaced and at 
varied heights from lock to lock, and if 
we had ever put pressure on them by 
dragging the narrow facing edge of our 
propeller guards across them, we might have 
done the gates considerable and notorious 
damage.

Against a concrete surface the guards 
were usable, but the hardest part of 
entering and leaving the locks was to conn the 
stern past the gates without letting the 
propeller guards touch. It was a busy telephone 
line from aft to the bridge.

Actually, in entering and leaving the locks, 
the Commanding Officer used four sources 
of information. One was this critically 
important telephone from the stem of the ship. 
Two were from the bridge wings, the navigator 
on one side and our Norfolk docking 
pilot on the other, each calling a constant 
report on distance from the ship to the 
wall, and the fourth was the Commanding 
Officer’s own visual sighting from the 
centerline on the bridge over the jackstaff 
to check heading and drift. The synthesis of 
these four data sources worked out very well. 
We always felt we had full knowledge and full 
control of the ship’s movement in these 
amazing squeeze-throughs. ‘ ‘ Amazing ’ ’
because we managed to lock through with no 
damage and no paint scratched, except for one 
propeller guard. We will take that one up 
when we come to it.

Above St. Lambert, with one locking behind 
us and twenty-nine to go (there are seven locks 
in the river and eight in the Welland Canal), we 
stood on up the protected channel past the 
river boiling down through the Lachine Rapids 
on the other side of the embankment.

A dozen miles farther up is the next lock, 
Cote St. Catharine, and by the time we got 
there, the Captain was beginning to catch his 
breath. During the hour long transit 
up the canal from St. Lambert, he 
had recovered from the preposterous business 
of waiting in midstream for five long and 
leisurely freight trains.

We took Cote St. Catharine Lock on a dead 
run, so to speak, slowed to four knots, 
drew a bead on the center of the far gate, sailed 
in without touching and backed two-thirds after 
we were inside. It was a good entry, but much 
too fast to try a second time. Four knots 
isn’t much speed in open water, but it is a 
pretty fair clip with high concrete walls

only three feet away on each side and a 
solid concrete lock sill dead ahead.

Another few miles of the new canal that 
bypasses the Lachine Rapids, and we were in 
Lake St. Louis. Here, off the town of 
Beauharnois, we anchored for a few days 
before the official opening of the Seaway.

After the ceremonies at the St. Lambert Lock 
which officially opened the St. Lawrence 
Seaway, Queen Elizabeth and President 
Eisenhower embarked in Britannia and sailed 
past the sixteen RCN and USN ships anchored 
in a long line down the channel in Lake 
St. Louis. With the ships full dressed and 
the rails manned, it was a thrilling sight as 
Britannia steamed close aboard. Knowing 
perfectly well that the bluejackets manning the 
rail on the off side would be twisting their 
heads around to see, no matter what we 
told them, we solved that problem in advance. 
We faced them inboard so they could see 
across the ship. Unorthodox, to be sure, but it 
did keep all hands steady and as an 
unexpected dividend, it just about doubled the 
volume of the cheers as the Royal Yacht 
steamed past.

At morning light on Saturday, the 27th, 
we were to resume our passage of the river. 
The day dawned dull and foggy. Light rain fell 
intermittently. Fragments of schedule changes 
trickled in through noisy radio circuits. And 
every now and then a destroyer got underway 
and groped through the mist toward the lower 
of the two Beauharnois Locks. By mid-day 
we had started and, with two locks already 
behind us, we were old hands and took the 
lower and upper Beauharnois Locks on the fly, 
but a little more sedately than we had taken 
Cote St. Catharine on the first day. It was 
here, entering the lower lock and steaming 
from the lower into the upper lock that we had 
our first good try at steaming at very 
low speed. Macon, with four propellers, 
makes roughly ten rpm per knot. Our rudder 
stops permit a maximum of thirty degrees right 
and left rudder. The engineers apparently had 
no difficulty in steaming at ten, fifteen or 
twenty rpm, and once we got the knack of using 
lots of rudder for short periods of time 
rather that a little bit of rudder held 
constantly, the ship could be put precisely 
where we wanted her. With most of her 
superstructure abaft the pivot point (just about 
at the foremast), a crosswind has effect on 
the stem more than on the bow and Macon 
tends to turn upwind. At very slow even light 
breezes were a factor, and we had to keep
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the wind always in mind and take it 
into account.

This slow speed steaming is a real 
workout for helmsmen. “ Right thirty” ; 
“midships” ; “ right thirty” ; “midships” ; 
“ Steady as you go” and “Two-one-nine-a 
quarter, Sir.” A half hour of this kind 
of work and the helmsman is wringing wet. 
We had two of them whom we used in all 
narrow channels and lockings. Before we left 
the Mediterranean in the spring, we 
had culled our helmsmen very carefully, 
looking for half a dozen who had that rare 
intuitive “ feel” of the ship. By the 
time we arrived in Quebec, we had settled on 
two who were outstandingly good. They 
could hold a course within a quarter of a 
degree and could sense, as soon or sooner 
than we could on the bridge, when wind or 
current was taking effect on the ship. They 
could also sense and compensate for one other 
factor that we had not encountered before. 
This was bank suction. In narrow channels the 
stem tends to drag toward which ever is the 
nearer bank; if we were to the right of the 
channel center, for instance, the stem would 
tend to swing to starboard, and it sometimes 
took 25 degrees of right rudder in these cases 
to hold a steady course. Actually this is a 
relatively safe phenomenon because it makes 
the bow always head back toward the center of 
the channel.

The lakers employ a most startling procedure 
to pass each other in these narrow c h a n n e ls  

The two ships, heading in opposite directions, 
each hold to the channel center until they 
are about two lengths apart. Then each heads 
just enough to the right (port to port passings 
are the almost invariable rule) so that the bows 
pass with about one ship-width between 
them. Then, as the bows pass, the two 
ships straighten out and let the stems go 
each toward its own right bank. The effect of 
this is to pass parallel with each ship heading 
back toward the channel center by the time 
stems clear each other. It is a good, 
and probably the only way to manage, 
but the first two or three times that a salt 
water sailor tries it, it looks awfully close.

Above the two Beauharnois Locks, the long 
Beauharnois Canal leads about twelve miles 
upstream to Lake St. Francis. This lake, 
which is a wide and quiet section of 
the river like Lake St. Louis and Lake St. 
Peter farther downstream, is traversed by a 
well marked channel. Out toward the middle of 
the lake, the channel widens to provide some

good anchorage ground between Beauharnois 
and the U.S. locks twenty miles farther 
upstream.

Above Lake St. Francis the river narrows and 
the current increases again until Cornwall 
Island is reached. Here there is a sharp left 
turn through a stiff current, then right, 
then left, then right again around Cornwall 
Island and under a suspension bridge. 
At this point comes the awkward current 
at Polly Gut. Here, the main stream of the river 
comes in from the north side to join the ship 
channel almost from a right-angled approach. 
A cleverly designed rock “training wall” 
redirects the current more nearly down the 
ship channel as the two converge, but inspite 
of this, it is still turbulent water. 
Currents at the point of juncture vary from an 
estimated four to eight knots, but they aren’t 
constant. They move in large circular swirls 
from one side of the ship channel to the 
other. When we had made the look-see passage 
earlier in Kleinsmith, we had seen that the 
much smaller ship twisted almost twenty 
degrees off course for a moment, and had 
also seen an oceangoing freighter grounded 
on the south bank of the channel. We 
were quite wary of Polly Gut as we 
approached in Macon. Luck was with us, 
though, and we passed through the confluence 
at an apparently quiet moment without 
difficulty.

Here, at dusk and in a hazy drizzle that 
gave us less than a mile of visibility, 
we sighted the welcome lights of Snell Lock 
up ahead. Of the seven St. Lawrence Locks, 
five are Canadian and two are American. 
Snell Lock and Eisenhower Lock connected by 
the three miles Wiley-Dondero Ship Channel, 
are the U.S. contribution. The St. Lambert, 
the Cote St. Catharine and the two 
Beauharnois Locks downstream and the 
Iroquois Lock upstream from the U.S. pan- 
are Canadian, as well as much of the 
special channeling, such as the canal around 
Lachine Rapids and the Beauharnois Canal.

We slid into Snell Lock, shifted pilots 
again and eased along the welcome 
quiet water of the Wiley-Dondero Ship 
Channel to Eisenhower Lock. By this time it 
was fully dark and the fog had settled 
down quite heavily. After
ensuring that no ships were moving in the 
upper river, the lockmaster gave us permission 
to moor at the upstream waiting wall at 
Eisenhower Lock for the rest of the night.

The fog thinned out a little in the early
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morning and we were off again before six. 
From Eisenhower Lock upstream to Lake 
Ontario, the channels were increasingly 
narrow, a little more tortuous and marked by 
a greater frequency of cross-currents. The 
natural channel of the river in many places 
snakes back and forth from one side to the 
other and the artificial channels for shipping 
are dug generally along the natural channel 
but with frequent short cuts across its many 
bends.

Iroquois Lock some twenty miles above 
Eisenhower Lock, is the seventh and last 
of the St. Lawrence Locks. It is the only one 
which is not a high lift lock. The first 
six lift the ship from twenty to forty-nine 
feet each. Iroquois Lock, with a m axim um  

lift of six feet, serves as the control lock 
to regulate the river water in accordance with 
the height of the water in Lake Ontario. 
The Iroquois Control Dam and the lock are 
adjacent, and the entire flow of the river 
over the dam comes into the wide portion 
through which the ship must pass in making 
the lock entrance. Our pilot told us that 
some ships had difficulty here, but again, 
we were lucky and the cross-current was 
not unmanageable.

The upstream approach to (or exit from) the 
Iroquois Lock is more of a problem. 
A strong current crosses the ship channel at 
about a forty degree angle just at the end of 
the upstream waiting wall. Here we actually 
watched a ship go aground. There was a 
merchantman downbound above Iroquois Lock 
and we were not cleared to depart 
until she had made the waiting wall. 
Radio control of ship movements in the more 
difficult portions of the river is quite 
effective. In no case did we meet a 
ship unexpectedly on a bend.

The lock gate had opened, but the exit 
light remained red and we lay in Iroquois 
Lock, waiting for the merchantman to round 
the bend upstream. She came down wide on 
the turn, and the Canadian shipmaster with 
us (he was onboard as an invaluable, but 
unofficial and unpaid advisor) remarked 
casually, “That fellow is in trouble. He is 
either going to ram the wall head on or 
is going to go aground” .

Sure enough, the cross current caught the 
merchantman, a saltwater cargo ship, 
and he tried too late to work back up to the 
center of the channel. Finally, with (it seemed 
to us) an anchor underfoot, he was 
steaming nearly cross-wise in the channel

when the strength of the current took 
hold and eased him backwards into the 
shoal with the after third of the ship 
hard aground. He didn’t ram the wall, but 
he certainly did go aground.

Preserver, the submarine rescue ship, had 
been waiting well upstream from Iroquois Lock 
to make the Thousand Islands passage with us. 
We left Preserver and one of the 
ubiquitous YTBs to help the grounded ship 
and eased on out of the lock, around the 
merchantman and stood upstream.

But in “ easing” out of the lock, we had our 
first mishap with the propeller guard. 
The only sensible way to leave one of these 
locks under power (and there is no other 
way to get out) is to get up enough 
headway to gain good steering control as 
soon as the stem clears the lock. In 
this case, headed upstream, the cross-current 
would begin to push our bow to port before 
we would reach the end of the waiting wall on 
the righthand side. The shorter wall on 
the lefthand side offered no protection and 
just beyond that, also on the left, there was 
the length of the grounded merchantman 
reaching out to the middle of the channel. 
We saw no chance but to claw up to 
the right as soon as we could and pass 
the merchantman on the upstream side of the 
cross-current. And we didn’t have much more 
than one and one-half ship’s lengths to do 
this after the stem cleared the lock.

If we could emerge from the lock 
already headed a few degrees to the right, we 
would be that much better off. So we started 
out of the lock on the port engines with 
right rudder, backing every now and then with 
starboard engines to keep the bow up, 
and using the port propeller guard as the 
pressure point rubbing against the lock wall. 
The engines were stopped and a little left 
rudder used to get the guard off the wall as 
we passed the upstream gates, and as we 
cleared past the gates, an errant gust of wind 
from the starboard set the stem back on 
the port wall. The weight and moment were toe 
much. The wood and metal facing of the port 
propeller guard crumpled. We didn’t know the 
extent of damage until some time afterward 
because, on the bridge, we were exceedingly 
busy trying to get the ship up past the 
merchantman before the cross-current set us 
down on her bow. As soon as the stem cleared 
the lock, we had rung up fifteen knots and 
asked for double acceleration, both to get the 
best possible steering control and to clear past
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the cross-current as quickly as possible. 
We made it, breathed easier, slowed to ten 
knots as we came back to the center of 
the channel in the bend around Thousand 
Islands.

The shipfitters took a look at the 
battered guard and decided they could fix it. 
Later on, while Macon was crossing Lake 
Ontario at twenty knots, four of them put on 
safety lines, went over the side with cutting 
and welding torches. They got it fixed before 
we reached the Welland Canal. We were not 
through with that port propeller guard yet, 
but more of that later.

Upstream from Iroquois Lock we came into 
the full beauty of the upper river. 
Except for one ten mile stretch above 
Ogdensburg where the entire width of the 
river was straight and deep, the next 
fifty-odd miles above Iroquois Lock were all in 
channels whose usable width varied between 
300 and 600 feet. There were wider places here 
and there, to be sure, but this stretch 
upstream is generally a buoy hopping affair.

As we neared the Thousand Islands 
the weather tinned clear and lovely and the 
motorboats and outboards came out in 
increasing numbers. All of the boaters were 
genuinely interested and the vast majority 
were well mannered and sensible boat 
handlers. These we were delighted to see and 
wave to, but the small lunatic fringe did 
add a few gray hairs until we learned to ignore 
them. One officer on the bridge summed it 
up very nicely when he commented that he 
did not care what happened to one 
particularly offensive outboarder (who was 
weaving back and forth close to the stem) 
but he dreaded the chore of the letters 
we would have to write if that young fool 
should drown.

There were lots of dredges still working 
various sections of the upper channel and 
all of them gave forth with a cheery whistle 
salute that served as our greeting nil 
through the upper river and the Great Lakes. 
We answered most of them when it did not 
conflict with passing signals and later, in the 
Detroit and St. Clair Rivers, we even 
exchanged these inland whistle salutes with 
railroad trains. The oddest exchange of salutes 
came two nights later at 3:00 a.m. in the 
Welland Canal, when we were greeted at 
one point by a battery of co-ordinated auto 
homs. Since everyone in the Ontario 
penninsula seemed to be along the canal 
banks that night, we figured there was no one

left at home to be waked up and so we 
answered that one too.

The Thousand Islands make an unbelievably 
lovely waterway. This writer would like n o thing  

better than to go back some time amd make 
the passage in a thirty footer so that he 
could enjoy the full beauty of it. The narrow 
six mile reach past Wellesley Island and under 
the Thousand Islands Bridge was probably the 
most intriguing of the entire passage. The 
channel is right up to the shore on both 
sides, and the summer cottagers waved from 
their lawns or called to us from second story 
windows. The cottages are close aboard as one 
passes in a ship and the greetings are 
cheerful and neighborly.

Later that afternoon about 4:00 p.m., we 
dropped our local pilot at Cape Vincent and 
moved out into Lake Ontario. The shipfitters 
went over the side to repair damaged 
propeller guard and cranked on first 
twenty, then twenty-five knots in order to be off 
Port Weller and the Welland Canal by the 
following morning.

The Seaway opening and the influx of 
men-of-war had raised the traffic load and 
there was some congestion in the Welland 
Canal. The authorities there were most 
considerate and our delay was not long. 
We entered the canal before mid-day and 
started on through toward Port Colborne 
on the shore of Lake Erie.

The statistics of the canal are interesting. 
Completed thirty years ago, it is a little over 
twenty-four miles long (27.6 statute miles. AU 
distances in this description are in nautical 
miles even though the common usage in the 
lakes and upper river is in land, or 
statute miles.) The canal has eight locks, 
seven high lift locks with lifts of forty four to 
forty eight feet and one control lock whose 
lift is two to eleven feet, depending on the 
water level in Lake Erie. The total Uft is 
327 feet and the channel is 310 feet wide 
on the surface and 200 feet wide at the 
bottom. The controUed depth is twenty seven 
feet and the permissible maximum draft is 
twenty feet. We just made the draft. 
There me seven rolling-Uft bridges, eleven 
vertical lift bridges, two swing bridges, and a 
guard gate above Lock No. 7. The locks
are aU eighty feet wide, as are the
bridges at the locks. Most of the other bridges 
are 200 feet wide except for one double swing 
bridge that has openings of 102 feet
on one side and 92 feet on the other. 
This particular bridge is a turn in



the canal and is truly a hair raiser for 
salt water sailors who weren’t used to 
this sort of thing.

The first three locks on the upbound 
passage were not much different from the 
Seaway Locks in the river. Each of them has 
a spillway on the east side (the “up” transit 
is to the southward), but the sets from 
these currents are not bad. The canal 
authorities were very kind and gave us clear 
passage from lock to lock, so that we did 
not have to make any of the waiting walls. 
Locks 4, 5 and 6 me the famous “ flight of 
locks” up the side of the same escarpment 
that forms Niagma Falls. These three locks 
me paired, with three upbound locks and 
three downbound locks, side by side. 
In the “ flight” there is no open canal 
between the locks; ships steam out of one lock 
into another. By having separate locks for 
upbound and downbound ships, the flow of 
traffic is greatly increased.

The last of the high lift locks is No. 7, 
about a third of a mile beyond the 
“ flight” and clearing this, the novice begins 
to breathe more easily. This is a mistake. 
Three quarters of a mile above Lock 7 is 
the Gumd Gate. This is a safety device, so 
arranged (we understood) that the gates of the 
Gumd Gate me closed whenever the upper 
gates of Lock 7 me open.

We had gotten fairly used to taking our 
74-foot wide ship into eighty-foot locks, even 
reaching the point where we could relax and 
enjoy it as soon as we got the full beam of the 
ship inside the throat of the entrance. 
The Gumd gate is a different situation. 
Not only must the ship steam into this 
eighty-foot target, it must keep going and 
steam right out again without touching. 
One bluejacket watched this process with 
a critical eye and we had passed safely 
through, summed it up quite succinctly. 
“ Real squeezy, ain’t it, Captain?” was all 
he said.
But to backtrack a little and return to our 
Bete-Noir, the port propeller gumd. When we 
were leaving Lock No. 1, there was a light 
breeze from the starboard quarter. Because of 
this we were again emerging from a lock 
heading up a little to the right to be windward 
of the center of the channel and using the port 
propeller gumd (newly repaired) as our 
pressure point along the concrete facing of the 
lock.

None of us saw it. We think is was a small 
stairwell cut into the side of the lock.

Whatever it was, it was an unexpected break in 
the smooth wall, just big enough to let 
the propeller gumd slide in and be shemed off. 
This time we really ruined it, and it 
was not only unusable, but a hazmd to the 
lock gates if we scraped the loose ends of 
steel across them. In addition, of course, both 
the outbomd propeller and the missile ramp 
were unprotected if the port quarter 
kissed the wall.

We had done all our thinking in terms of 
taking the locks as straight as possible. Now we 
found we had to make the next seven locks 
canted enough to the left, while entering, 
while flooding, and while leaving, so that 
the port quarter would never touch. 
And, since there was no choice, this is what 
we did. We went throught seven more locks, 
the gumd gate, and the narrow swing bridge, 
conning the stem every inch of the way 
to keep that miserably vulnerable port 
quarter well clem of the concrete. We didn’t 
touch, but we felt like a man with 
bunions on a crowded platform at rush hour. 
We moved very gingerly.

Apart from that we had no difficulty. 
Our guest Canadian shipmaster ( a superb 
mariner if ever we saw one) and our 
excellent Canadian canal pilot, talked us 
through the rough spots. After it got dmk 
(a big ore boat makes the canal transit in about 
fifteen horns and we took seventeen, favoring 
our “ bunion” in the locks), the lights 
reflected on the water made some of the canal 
turns a little confusing and our Canadian guest 
actually conned the ship to take us through the 
last eight or ten miles of the canal 
to the water level control lock at Port 
Colborne.

Here we met the last of our Welland 
Canal problems. We got into this eighth 
lock without difficulty and, since it is very 
long (1,148 feet), one of our submarines, 
Sablefish, and one of the YTBs came astern of 
us and we were lifted the two or three feet 
needed to match the level of Lake Erie.

The waiting wall on the upbound side of 
Lock 8 is a straight continuation of the 
line of the left side of the lock. 
There is not angling off, as in the 
other locks, so that the waiting ships me 
directly in the path of progress. About 1,000 
feet, not quite lVa ship’s lengths away from 
the lock exit, a lmge, fat, salt water merchant
man was moored. Normally, by twisting a 
little to the right as we emerged, we could have 
clemed her easily. But we did not dme let our
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port quarter touch and we could not twist to the 
right, even a little, without touching. 
So we planned to run a long spring line 
from the starboard bow, out along the 
righthand wall and bring the bow over clear 
of the merchantman after the stem cleared the 
lock.

The submarine astern lent us some line- 
handlers (we had no way to retrieve 
our own linehandlers once we had left the 
last lock) and we started out. As we moved for
ward, the linehandlers walked the long 
spring line up the dock and started around the 
angle to the righthand waiting wall. 
We had not seen in the dark, but a 
high wire fence blocked them from going any 
farther. Even if they had climbed the fence, 
it hung over the water enough so they could not 
pass the heavy line around it. There was no 
time for debate; we were moving. So we 
thanked them, waved them off, retrieved the 
spring line, and crossed our fingers.

When the stem was clear of the lock, we 
had about a half a length to dead ahead. 
So slowly, with the engines we twisted the 
stem to starboard and got that half of the ship 
over on the clear side of the exit 
channel. Then we applied the lesson we 
had learned so painfully back at St. 
Lambert Lock. We gave the port engines a 
short, but strong backing bell, to send 
a big slug of water down between the bow and 
the lefthand wall. It worked. The bow started 
to swing to starboard and as it did, 
we went ahead on all engines. We had called 
up one of the YTBs, but there was 
not room enough for him to work alongside, 
either pushing or pulling. So our docking 
pilot spotted him between the merchantman 
(only after we were out of the lock did we 
see that there was a second ship moored to 
the wall behind the first one) to put his 
stem to the wall and stick his nose out to 
give us a push to the right as we went past. 
This he did and it kept our bow clear to 
the right. But when the bow came right, 
the stem closed toward the merchantman 
we were then squeezing past. And every one 
of us knew what the results would be if 
those jagged pieces of steel that used to 
be our port propeller gurad were to come in 
contact with the merchantman hull. We 
would have to cut into her with a king-size 
can opener. So, as we passed, we gave 
two or three quick backing bells and the water 
cushion between Macon and the ship did the

trick.
Then we scrambled around the bend, past 

the second merchantman, through the last two 
bridges, and out into the welcome open 
waters of Lake Erie at morning light.

It was not a very dignified or stately exit 
for a heavy cruiser, but it was dark and the 
enthusiastic spectators along the banks 
seemed to find no fault. There probably was an 
easier way to have gotten out of there; the 
best we can say for the method we used is 
that it worked. At any rate, it had been a 
long night and except the propeller guard, built 
for that purpose, we were still undamaged.

We were late for the scheduled passage up 
the Detroit River, which had been set to 
commence that forenoon, so we rang up 
twenty-seven knots across Lake Erie. 
Sometimes we were making twenty-seven and 
sometimes the best we could do was 
about twenty-two. Lake Erie is the most 
shallow of the five Great Lakes and has an 
average depth of about ten fathoms. At 
that depth or more, we could get our speed; 
in those places where the depth was less that 
ten fathoms, the stem settled and our energy 
was partially wasted in shoal-water wash.

We entered the channel below Detroit 
in the early afternoon and the Coast 
Guard had very considerately kept open the 
downbound channel for us. There are two 
channel portions of this strait between Lake 
Erie and Lake Huron, and only the downbound 
channel had water deep enough to take a 
ship of our draft. The lakers, of course, 
normally go up light and come down loaded 
with ore or grain.

It was quite a thrill to steam up the 
Detroit River past Detroit, under the 
Ambassador Bridge, and out into Lake St. 
Clair. Then we entered the St. Clair 
River, past the St. Clair Flats with 
the attractive homes and the boat clubs close 
by the channel, around the long “ southeast 
bend” which is a big “ S” curve with a 
goodly current, and on up to the northward 
toward Lake Huron.

The last two miles of the St. Clair River is 
another “ S” curve, this time with a 
current of as much as eight or nine knots. 
It had grown dark by the time we got there, 
and it was an odd sensation to be making 
twelve knots through the water, with city lights 
close on each side, and hardly be moving. 
At the upper end, where Lake Huron empties 
into the St. Clair River, the current is the
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stiffest, running at what appeared to be a good 
nine knots. The passage under the bridge 
and out into the lake entrance channel as it 
bends off to the left is a proper workout 
for any stranger to these waters.

In Lake Huron and Lake Michigan we 
carefully followed the tracks as laid out on 
the charts for “ upbound” and “ downbound” 
traffic and discovered it to be a most 
effective method of controlling the heavy 
lake traffic. We had no difficulty whatever 
with other ships in open water anywhere 
in the lakes. And we did learn that some of 
the newly arriving saltwater cargo ships were 
not following the laker’s customs and were 
causing some confusion.

One could use thousands of words in telling 
of Macon's visits to Chicago, to Milwaukee, to 
Cleveland and Buffalo. Each was a magnificent 
experience. The kindness and the genuine, 
eager interest of everyone whom we met 
can’t adequately be described. It made us all, 
every one onboard, doubly proud to serve.

After we had left Chicago and Milwaukee 
and steamed back up Lake Michigan and 
down Lake Huron, we came again to the 
“ rapids” , the informal local description of the 
upper end of the St. Clair River. With 
eight or nine knots of current behind us 
and ten to twelve knots of speed through 
the water to ensure crisp steering, we were 
not anxious to meet any traffic in the two-mile 
“ S” curve Irom the river entrance down past 
Sarnia. The Coast Guard was most obliging and 
we met upbound traffic only after we had 
traversed these first two miles and rounded the 
second bend.

The channel is only 500 feet wide as it 
goes under the Bluewater Bridge at Port 
Huron, and whizzing down under the bridge 
at a combined current and ship’s speed of 
about twenty knots is not unlike the first 
slope on a roller coaster.

It was here in the St. Clair and 
Detroit Rivers on our downbound passage that 
we were recipients of a new and startling 
type of courtesy. The first time it happened 
was typical of the others.

We sighted an ore boat well out ahead, 
coming around a bend toward us. Then, on 
his port quarter, we sighted another ore boat, 
also upbound, making a knot or so more 
speed in the slow process of passing the 
first one.

We dutifully sounded one blast for a 
port-to-port passing and eased over to the 
right. Neither answered. The first ore boat

eased a little to his right and that was 
no problem. The second one, instead of 
dropping back astern of the first, inched over to 
his left side of the channel. We blew another 
one blast, and this time our lake pilot, a 
delightful and very capable retired Lake ship
master, said: “ Captain, they are giving you 
the middle. They know you are new up here 
and they don’t want to squeeze you against the 
bank” .

We inquired politely if our pilot had 
suddenly gone off his rocker, tried one 
more futile whistle signal, and 
succumbed. We took the middle. The two ore 
carriers tooled up past us, one on each side 
with a very scant 100 feet of clearance, 
the skippers and their wives waved 
cheerfully from their respective bridges as 
they passed. We waved back our very-not- 
blase, but fervent thanks and on we went 
downstream.

It was in the southeast bend of the St. 
Clair River that we made our greatest 
speed-to-ratio. We were holding to ten knots 
on the engines to keep the steering lively 
in a following current, and the navigator 
was dutifully plotting and checking as 
we went. We had a telephone direct from the 
fathometer to the upper open bridge and 
the soundings came up steadily. Somehow the 
technicians had tuned that instrument so it 
would read right down almost to zero. 
Readings of eight and ten feet under the keel 
we had become used to. Six feet made us
perk up our ears and look twice at the chart.
This time, at one point, the readings
kept getting lower: five, four,
three and finally two feet under the 
keel.
We had four knots behind us, giving a
total of fourteen knots over the ground, 
and backing down would only make the 
stem settle lower. Stop, and we would lost 
steering control. So we all spoke in whispers 
and hoped this evil prospect would go 
away. And pretty soon it did: three, four, five 
and finally six or more- feet. Then we relaxed 
and called for coffee all around.

In Cleveland the authorities had worked 
strenuously to dredge out room for us along
side the dock. They made it on time. 
We sent our motorboat (fitted with a small 
yacht fathometer) in to reconnoiter, put the 
shipfitter over the side to get a good close look 
at the draft marks, whistled up our two 
YTBs (they were always on hand the few times 
we wanted them) and went in.
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After we were moored, the lead lines 
confirmed the fathometer. We had a little over 
a foot more than our maximum draft. 
But it was worth the effort. We had on board 
about 140,000 visitors in six days. None of 
us had ever seen anything like it. 
Sometimes the waiting line was almost a 
mile long, bending back out of sight of the 
huge Cleveland Stadium.

Visiting hours were stretched from 9:00 a.m. 
to 10:00 p.m. and we had most of the visitors 
off by 11:00 p.m. and the crew loved it. 
The many spontaneous letters of thanks that 
came in after these visits are priceless 
mementos for the whole ship’s company.

It was in Cleveland that the shipfitters 
finished rebuilding the propeller guards. 
We had started in Milwaukee, with commercial 
help, to double the strength of the 
bracings and face the guards more strongly. 
Wood facing, no matter how heavy, wouldn’t 
take the strain and someone, somehow, 
managed to procure a couple of lengths of 
railroad track. The Milwaukee concern bent 
these to shape for us and started the 
installation. The ship’s force finished the job in 
Cleveland, and we ended up with a piece of 
railroad track as the outboard facing on 
each propeller guard.

The St. Lawrence River, when we started 
back downstream, looked a little (but not 
much) widrr than it had coming up and 
we sailed on down without incident, 
except for the hair curling episode at the 
Grass Island anchorage. This was the most 
difficult decision of the entire trip. The 
downbound schedule had been carefully 
planned so that there would be no need to 
anchor in the narrow reaches of the river 
where the bow would be headed upstream 
when the time came to resume the down
stream passage. Then there developed a 
traffic jam at Beauharnois Locks with two 
dozen ships, totalling eighteen lockages, fill ing  

all the available anchoring space in Lake 
St. Francis. The Beauharnois authorities 
could not assign Macon a lock sequence 
number until she had cleared Snell Lock 
downbound. The problem was whether to make 
the mooring cells in the quite water of the 
Wiley Dondero Channel between the Eisen
hower and Snell Locks and wait until 
traffic cleared, or try the Grass Island 
anchorage just below Cornwall Island. 
Ships native to the river use a stem anchor 
here, but we had no stem anchor.

Since we had left over thirty downbound ships 
waiting behind us at the Welland Canal, 
the traffic could have taken a week or more to 
clear. So we locked through Snell and 
anchored below Grass Island where the 
usuable water is about 1,200 feet wide for
2,000 feet and the current is about three 
or four knots. The arithmetic on this shows 
that when we got underway we had about 
six minutes to spin the ship 180° from a 
standing start. The very fine work of the 
two YTBs, in addition to the engines, 
managed to get our bow between the 
downstream channel buoys after weighing 
anchor, but the Commanding Officer can 
still vividly see in his mind the spectacle 
of this ship with her bow grounded on one 
side of the channel and her stem on the other 
with a strong current holding there until every 
photographer in the country got a good 
picture of it.

Clear of Grass Island and headed down
stream again, we passed through the two locks 
at Beauharnois, crossed Lake St. Louis, and 
were lowered through Cote St. Catharine and 
St. Lambert Locks without incident.

With one night alongside the dock in 
Montreal, (where we cut off the special 
propeller guards because they would be 
below the waterline when we were fueled 
and down to normal draft again) and 
another alongside at Quebec, we worked our 
way downstream like the veterans we fondly 
thought we were.

And then one blessed day we found 
ourselves in the Gulf of St. Lawrence. 
There was no land in sight all around the 
horizon, and the depth sounder was reading 
fathoms instead of feet and inches. A 
great big beautiful Navy oiler showed up 
on schedule and we settled comfortably along
side her at an easy ten knots to drink our 
fill of fuel. Deep again at our proper 
draft, and stable in any sea, we set our 
course to round the eastern tip of Nova 
Scotia and then reach back westerly toward 
Boston to retrieve our topmast radars 
before starting out again across the 
Atlantic.

We had steamed over 3,000 miles up the 
river, into the Lakes and back again 
in freshwater. And while we were up in 
the Lakes, we had been the highest 
cruiser in the world, 582 feet someone 
figured out, and this was high enough 
for any MAN-OF-WAR. □
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A SIGHTING AT DAWN

THE FIRST NAVAL BATTLE ON THE GREAT LAKES

by
JAMES C. SAND

A morning in June, first light, beneath your 
feet the deck of a beamy forty-three foot cutter, 
gently heeled to starboard as she reaches south 
toward home through the cold waters beneath 
her keel. Home from eight days of fan- 
weather and empty seas. It sounds idyllic.

But give yourself bulwarks and a deck 
crowded with a thirty-five man crew 
gathered at battle stations about the squat 
iron four pounders which have been man
handled two-hundred miles into a wilderness to 
arm a green timbered ship on a wild frontier. 
Give her a jutting angled bowsprit and a 
square tops’l. Give yourself a blue frock 
coat with red facings. Put yourself in command 
of a naval squadron at war. The image 
has suffered a substantial change.

You are Captain Housman Broadley, R.N., 
up from the North American station at New 
York with a seed crew of regulars and a pack 
of colonials to try to create a presence

on Lake Ontario, forest bounded waters which 
for sixty years or more have been the sole 
domain of New France. The date is 
June 27, 1756. Your flagship, Oswego
and her sister, Ontario just off to leeward 
are making their second patrol of the season. 
With them is the very small schooner, 
George, virtually an open boat carrying 
a crew of fourteen men and armed with but 
six swivels. The larger ships have four 
fours and one three apiece in lieu of the 
dozen sixes they had been promised by the 
army. Even with your intelligence reporting 
that there are only two aging French 
cargo schooners on the lakes - schooners 
plying between Frontenac and Niagara which 
you cannot seem to find - your armament 
is pitifully small.

Back at Oswego, the New York ship car
penters are rushing completion of a third cutter 
based on the standard Ackerly design, and are
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well along on an eighty foot snow which should 
give you a real weight of metal if the cannons 
ever arrive up the tenous river route from 
Albany. One more small schooner like the 
George has been left at base.

Meeting the dawn at quarters is something 
learned on salt water. But, even here, on this 
vast empty lake, a place almost eerie in its 
silence, it is a precaution a wise officer will 
take. “ SailHo!”

The lookout had taken advantage of the 
searchlight beam of the rising sun, 0400 on 
this day just past the summer solstice, to 
pick out a pink smudge of lighted canvas 
against the dull background of the north
western sky. A moment later he reported a 
second. There were no other English ships 
at sea. It could only be the French. 
Broadley did the only thing a British officer 
could do in the circumstances, he immediately 
made the signal for his little squadron to 
wear, harden up on the larboard tack and 
crack full sail.

A few minutes later, a man at the masthead 
found two more contacts to the northwest 
of the first pair. All were on an easterly course 
before the wind. Broadley knew at once that his 
Mohawk intelligence had let him down. But 
the leading schooners were still too far away to 
meaningfully assess.

With the light wind, the rate of closure was 
slow. At 0430, still 1,200 yards distant, the 
leading French vessel hauled her wind, came 
up to the south and tried the range 
with a broadside, the first shots ever 
fired in anger on any of the Great Lakes.

They fell short by several hundred yards. 
Even so, Broadley could immediatley see he 
was in trouble. The schooner La Marquise 
carried a battery of twenty six pounders and a 
crew of eighty men. She was the larger of two 
new vessels built at Frontenac over the 
preceding winter to protect French control of 
the lake. Sieur de la Force, the French 
commodore, flew his flag on this monarch of 
the lake. A long glass would now tell

— . r» y /  i

This French map was drawn in the 1740’s. Ft. Niagara is on the Sault de 
Niagara and Ft. Frontenac is on Lac Ontario at the mouth of the Fleuve S. 
Laurent. Oswego would be located at the southeastern comer of Lac Ontario.
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Broadley that the second ship, La Huraute, 
was nearly as large. This seventy-five footer 
carried fourteen guns and another large 
crew. At this range, Broadley could not 
tell, though he may have guessed, that the 
lagging pair of Frenchmen were the smaller 
St. Victor and La Louise, the 
ships which had been in service since 
at least 1741. Between them they carried 
but four cannons and a few swivels. 
It did not matter, the combatants were 
more than enough for Broadley’s small force.

Upon seeing the fall of shot, Broadley 
ordered his squadron hove to and called 
Ontario's Captain LaForey on board for a 
conference which included the flag captain, 
Deane. Three full captains for so miniscule 
a fleet seems a little strange to students 
of a later day, but may give evidence of 
how important the British considered this 
aspect of a complex campaign in a war which 
so far had gone very badly. The conference 
required only moments to provide necessary 
support for the only possible course of action. 
Broadley could not put at risk the entire 
nucleus of a soon to be more powerful 
British squadron on the lake. LaForey returned 
to his ship and the signal was given to wear 
once more, this time to the southeast, 
directly away from the oncoming French.

Sieur de la Force responded by signalling 
general chase and breaking out full sail in 
pursuit. The light British cutters with their 
shoal draft were designed for speed and did 
well off the wind. They were able to hold 
their own against the larger French schooners. 
The little schooner, George, however, found 
herself no match for the pursuit.

Acting Lieutenant Jasper Farmer, the only 
colonial officer in command, veered off to the 
east when he found himself losing ground. 
His plan was to take advantage of the 
likelihood that the French would hold on 
after the larger ships. Awhile later, he wore 
and headed off to the north when it looked like 
he was not getting far enough out of the way. 
The smaller French schooners, now trailing 
more than ever, altered course to intercept.

La Marquise and her consort kept up the 
stem chase for more than three hours before 
recognizing that it was hopeless. At 0800, her 
captain tried a few more ranging shots, 
but met with only jeers from the Britons in 
return. Next, he wore ship and loosed off one 
last frustrated broadside, which went wild, 
before strapping in to go in chase of 
poor Lieutenant Farmer off to the north,

Oswego and Ontario stood on, helpless to 
aid their junior. George succeeded in out
sailing the northerly pair of Frenchmen, 
but could not hold off La Marquise 
until dark, and in early evening was obliged 
to strike. So ended the first day of war on 
the Lakes, a day in which no blood was 
spilled.

George, renamed La Frequer, she was so 
small the French reports refer to her as an 
“ esquif” of skiff, was soon active once more. 
While Broadley pressed to get a larger 
squadron ready for war at Oswego despite 
General Louden’s niggardly supply effort from 
below; the new French commander, Montcalm, 
was busy moving two regiments of regulars up 
the St. Lawrence and along the shore of 
the lake in bateaux, regiment at a time, 
due to a shortage of boats.

The three smaller French ships moved the 
regimental artillery forward while de la Force 
patrolled in the vicinity of Oswego with his 
heavies. Somehow, the British Mohawks let 
them down again, there was a strong 
Iroquois force with the French. Broadley’s 
ships might have played a real part had he 
caught the French divided and on the water, 
but it was not until the French camp was 
assembled a scant mile from Oswego that 
little Vigilant, George's sister, brought in 
the news, narrowly escaping the French 
cruisers by sailing through the shallows 
alongshore.

Within days, the French had made 
defense of Oswego impossible, and the 
British were forced to surrender, turning 
over five more ships intact. By the end of the 
year the French had strong garrisons at both 
ends of the lake and a fleet of thirteen or 
fourteen vessels to assure continued 
superiority as sea.

It would be two long years before the British 
would return to the lake. In the late summer of 
1758, after the disasterous defeat at 
Crown Point, Colonel Bradstreet nevertheless 
persuaded his superiors to give hime 3,000 
men, mostly New York and Connecticut troops 
for a raid on Frontenac. After an incredibly 
difficult journey, he somehow managed to 
arrive before the fifty years old stone 
fortress with virtually complete surprise.

Here, he found the truth about how thinly 
the French were spread over their long 
circling perimeter. Only a handful of people 
were in the essentially defenseless fort. 
The fleet, which might have destroyed 
Bradstreet’s force on the lake had been
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Top: When the shots from the French ships fell short, Broadley ordered his fleet to 
the southeast, directly away from the French. Bottom: When the chase proved 
futile, the French headed north to intercept the smaller GEORGE by nighfall.
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reduced to nine usable ships, but fifteen 
station keepers. These fled downstream in a 
longboat at his approach. Bradstreet burned 
all but two of the vessels. He used those 
to carry his plunder back to Oswego, 
then torched even those before continuing 
his retreat. Thus, the lake was left without 
a single sail for the first time that century.

The following spring saw fevered rebuilding 
efforts on both sides. Three French ships were 
in the water first, but narrowly missed 
catching a British boat brigade moving west to 
take Niagara. Later that summer, General 
Amherst swept down the St. Lawrence with
11,000 men, preceded by ships and gunboats. 
The French vessels were burned or sunk after 
gallant defenses in amongst the Thousand 
Islands. The British fleet then had a chance to 
show its metal in duels with the French 
forts Levis and Presentation. But there 
was no way the French could ultimately have 
prevailed. When the British converged on 
Montreal that autumn with 60,000 troops in 
three columns, the entire French army in 
Canada assembled for its defense numbered 
but 3,346 men!

The French and Indian War on Lake Ontario 
was just a footnote to history, a dress

rehearsal for the outlandish building race 
which would characterize those waters once 
populated half a century later for the 
War of 1812. But there was that one 
fateful dawn when men in small boats on 
an empty sea at least felt like the fate 
of the empire was in their hands.

Research note: This article was based on a term 
paper prepared some years ago at the U.S. 
Naval Academy by the author. The original 
research drew heavily on microfilmed records 
in the archives of the Canadian National 
Archives, including both Admiralty records 
and French documents such as the journal of 
Montcalm. A history of the war by the French 
officer commanding at Niagara, and later at 
Fort Levis was also a valuable reference. 
One of the few remaining copies was referred 
to in the rare books section of the 
Library of Congress. Virtually no current 
histories provided any accurate picture 
of the subject, though George Cuthbertson’s 
Freshwater was the best account found. 
A Documentary History of the State of New 
York was also a valuable secondary 
source. □

HMS OWSEGO and her consorts beat toward the French squadron as the 
French flagship LA MARQUISE hauls her course to fire a broadside in the first 

engagement in Great Lakes history. (Author s painting).
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Correction: On page 104 in the July issue of Telescope, I stated that the
Coast Guard vessel Westwind was Canadian registered. There was no excuse for this error as 
it could have been verified easily in the museum files. I do regret waiting until
the November issue to inform you. Had the July issue been mailed in July, the
error would have been caught by August 1st when the September issue went to 
press.

Several of you wrote to rectify the error and luckily no one asked the I be keel-hauled in 
Lake Superior. The USCG Westwind was built as a polar icebreaker and was loaned
along with the Northwind to Russia and both were returned. Institute member Arthur 
Harris was kind enough to provide a short history of the other vessel in 
the picture, 1210, which was the Labrador, commissioned into the Royal Canadian 
Navy in 1954. Her design was based on the USCG’s Wind class, with changes to
incorporate the experience gained with the Wind's plus Canadian requirements. 
Two of these changes were: the elimination of the propeller in the forefoot
(bow propellers aren t useful in polar ice: the Winds had theirs removed for polar
work; a cap covered the exposed shaft), and the addition of stabilizers (icebreakers 
are notorious rollers because of the soft bilges (round bottoms) which result from 
the icebreaking hull form. Labrador served under the White Ensign until 1957 when
she was turned over to the Canadian Department of Transport, which operated the 
icebreaker fleet. The DoT operation became the Canadian Coast Guard in 1962.

Kathy McGraw

May 22. . . The U.S.A.C.E. survey vessel PAJ and her support tug Tawas Bay, departed 
their dock in Detroit on a hydrographic survey mission to sound Poe Reef, Round 
Island Passage, a section of the St. Marys River, Grays Reef Passage, Lansing Shoals, 
St. James harbor on Beaver Island and the entrance to Green Bay, Wisconsin!

Jun. 11 . . . Sorel Tug-Boats Inc. newest acquistion was the British flag Diligent. 
She will be renamed Omni-Saint Laurent. She was built in 1957 as Appledore, England 
and saw service in the North Sea and in the English Channel.

Jun. 14. . . Kinsman Enterprise was moved out of the Fraser Shipyard by the tugs 
North Dakota and Minnesota to the Peavey Elevator where she loaded 534,000 bushels of

TELESCOPE 
Page 158



NOV ☆  DEC, 1989
Page 159

GREAT LAKES & SEAWAY NEWS •

wheat. After loading, the tugs towed her to the Duluth Port Terminal for com
pletion of her fit-out and repairs to her engines, generators, ballast pump and 
aft port ballast tank. She finally cleared for Cleveland and Buffalo on the 18th.

Jun. 17 . . . Last winter Socanav Inc. purchased the British flag bitumen carrier 
New Orleans from the Orleans Shipping Company Ltd. (Cayman Island). She under
went repairs at Tyne and then sailed for Quebec City, arriving on May 31. 
She was renamed Nancy Orr Gaucher and registered Canadian. She made her 
first trip under her new name arriving in Montreal on June 17. She made 
her first trip into the Seaway on the 21st, bound for Hamilton.

Jun. 23. . . A strike by eastern coal miners has prompted eastern coal consumers 
to look for new sources of coal. Several have contacted Mid-west Energy 
Terminal in Superior to fill their needs with western coal. The terminal has had to turn 
down their requests because there is not enough U.S. flagged 
freighters available to handle new contracts. There are Canadian freighters available, 
but the Jones Act prevents them from carrying cargoes between U.S. ports and the 
Act also prohibits U.S. firms from buying foreign vessels for use in the U.S. The 
Lake Carrier’s Association reported that sixty-five of the sixty-nine U.S. vessels are 
now in service.

Jun. 25. . . Nicolet made a rare visit to Drummond Island to load stone.

Jun. 27. . . The U.S. Coast Guard announced today that the Group Duluth branch will 
close on August 1, 1989. Radio broadcasts will be handled by Group Soo. Other 
branches including the icebreaker Sundew will remain in Duluth.

. . . Seaway Queen made her once-a-year trip to the Twin Ports to load wheat at
the Harvest States Elevator. After loading 822,000 bushels, she cleared on the 29th
for Three Rivers, Quebec.

Jun. 30. . . The American Iron Ore Association reported that iron ore shipments are 
running 1.2 million tons ahead of last years pace. Shipments through May totaled 13.9 million 
tons compared to 12.7 million tons last year.

. . . Cyprus Minerals is the successful bidder for Reserve Mining Company and will
operate as Cyprus Northshore Mining Corp.

Jul. 3. . . Capt. Edward V. Smith, ex-Adam E. Cornelius arrived in Rimouski with a 
load of salt. This was her first trip as a barge with the tug Irving Miami.

Jul. 4. . . The U.S. Coast Guard buoy tender Bramble was undergoing repairs at 
Merce Shipyard in Toledo. Repairs included replacement of her forty-five year old 
diesel engines, new generators and two new boilers (heating). She was expected
to return to her regular base at Port Huron in November.

Jul. 7. . . MIL Group announced they will close their MIL Vickrers Shipyard in Montreal
on December 31st.

. . . Nipigon Bay cleared Toronto under tow of Lac Como, Glenevis, Glenbrook and 
Stormont for Sorel. She has been sold to Turkish Shipbreakers.

Jul. 8. . . Cleveland Tanker’s Saturn entered the drydock at Merce Shipyard in
Toledo and departed on the 14th.
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. . . Canadian Explorer, a British flag (Hong Kong registry) container ship, ran aground 
in the St. Lawrence off Vercheres. She was refloated four hours later by the tug
Cathy McAllister and continued on her voyage to Europe.

. . . Roger Blough arrived at Bay Shipbuilding for her 5-year inspection. She will
receive a new propeller which is intended to reduce vibration.

Jul. 9. . . There is a fear that the opening of Cyprus Northshore will created an over
supply of iron ore pellets. One of the problems is that Armco Inc. buys pellets on the “ spot 
market” from other mines in Minnesota and Michigan and the company is now 
committed to pin-chasing pellets from Cyprus Northshore. Another problem is that experts 
feel that the iron ore boom has peaked and that there will be a reduced demand 
next year.

Jul. 12. . . The tugs Avenger IV  and Anglican Lady towed the Georgian Bay out
of Thunder Bay for Hamilton, Sorel and eventual scrapping overseas.

Jul. 14. . . Soodoc arrived in Montreal for the first time since she was registered
in the Bahamas last fall. She is to load supplies for the Arctic. While in Montreal,
she was re-registered Canadian with Thunder Bay has her homeport. Like to Jones Act, 
Canadian law forbids foreign-registered vessels from carrying cargoes between Canadian ports.

. . . .The tanker LeFrene No. 1 cleared Sorel for Quebec. She had been laid up at
Sorel since late last winter for engine repairs. Less than a week later she was seen
in the Seaway, upbound for Sarnia.

Jul. 15. . . Socanav’s Inc. Eastern Shell transitted the Seaway for the first time this 
year. It’s also her first rip into the Seaway with her hull painted red. 
She was bound for Sorel and returned to Montreal to load gasoline for the Arctic.

. . . Argue Martin arrived at Port Colborne with Fort Chambly. The tow was assisted through 
the Welland Canal by Glenbrook. She has been declared a total loss in a fire while
laid up in Windsor, Ontario last fall.

. . .  J.L. Mauthe arrived in Duluth and temporary lay-up at Fraser Shipyard.
She will return to service when grain cargoes have been secured.

. . . General Mills will lease the former Archer-Daniels-Midland grain elevator in 
Superior for at least a year to store oats. Another elevator in Superior is being
readied to store oats. ConAgra which owns Elevator M said that it will be used 
for storage only. Canadian lakers have been calling regularly at the Twin Ports 
to unload oats from Canada. All of this activity is being caused by the craze 
over oat bran which may lower cholesterol levels.

Jul. 16. . . Tug Stormont cleared Port Colborne with Fort Chambly for Sorel. 
The tow was assisted through the Seaway by Glenbrook. They arrived in 
Sorel on the 19th.

. . . Georgian Bay passed down the Welland Canal under tow of Glenevis and
AvengerIV. They arrived in Hamilton the next day.

Jul. 18. . . Inland Steel has secured rights to develope a new mine to replace their 
Minorca Mine which will be exhausted in 1992. The new mine will be named
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Laurentian Mine. The press article doesn t give the location of the new mine, but 
Inland has a processing plant at Virginia, MN.

Jul. 19. . . Cason J. Callaway unloaded a cargo of coal at Marquette and then then shifted 
to the ore dock to load pellets for Ashtabula.

Jul 20. . . Georgian Bay cleared Hamilton under tow of Glenevis for Sorel. The tow will 
be assisted through the Seaway by the Stormont, Glenbrook and possibly Lac Como. 
The tow arrived in Sorel on the 24th, but Lac Como wasn’t listed in the tow.

Jul. 22 . . .Shipments of iron ore, coal and grain through the Twin Ports rose nine 
percent in June over last year. More than 12.6 million tons of cargo was shipped 
through the Twin Ports since the opening of the navigation season in March 
through July 1st.

Jul. 23. . . C.S.L.’s Stadacona laid up in Windsor at Morterm dock and 
returned to service on August 20th.

Jul. 25. . . .The Lake Carriers Association reported that iron ore shipments in June 
totaled 8.4 million tons. This is a 10.3 percent increase over shipments in June 
last year. Coal shipments fell in June because of the strike by eastern coal miners, 
but they are still above last year’s shipments in June. Stone shipments in June were about 
the same as last year, but for the season, there has been an increase of 
3.4 percent over 1988.

The GEORGIAN BAY at Hamilton on July 20, 1989.
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Jul. 26. . . Algomarine made her first trip into the Seaway as a seIf-unloader. She 
unloaded at Montreal and then cleared for Pointe Noire to 
load iron ore for Indiana Harbor.

. . . The Singapore flag, Norwegian-owned chemical tanker Lake Anne struck the
Snell Lock and ruptured a tank. About 3,000 gallons of highly flamable xylene 
was spilled into the lock. It took emergency crews nearly eleven hours to clean up the spill.

. . .  It has been decided that the eighty-year old steamer G.A. Boeckling is 
beyond repair. As you remember, she was destroyed in a fire of suspicious origin 
on June 21st while at the Hocking Valley Dock in Toledo. According to hull in
spection reports, it will take about ninety tons of new steel to replace damaged 
plates. It has been determined that it will be too expensive to repair her.

. . . Divers have located the wreck of the wooden barge Cornwall which sank on 
October 30, 1913 in Bergin Lake near Cornwall, Ontario. The Cornwall was a
converted wooden schooner and while being towed through the old Cornwall Canal, 
the lines parted and swung sideways in the canal. After being freed she was towed into Bergin 
Lake, 2 Va miles below the western entrance of the canal, where she sank.
She was loaded with 40,000 bushels of wheat. She was located in sixty feet of water and
divers said that her hull is in great shape.

. . . Cyprus Minerals has cleared the environmental hurdles necessary to reopen the former 
Reserve Mining Company. The Minnesota Pollution Control Agency has approved the transfer of 
permits from Reserve to Cyprus Northshore Mining Corp.

Jul. 28. . . Maid of the Mist service at Niagara Falls will build a new 600 passenger boat. The 
one million dollar vessel is scheduled to be launched next spring.

Jul. 30. . .The Canadian sailing vessel Bounty entered the Seaway enroute to Toronto
and other Great Lakes ports. She is a replica of the original HMS Bounty and
was built in 1960 by Smith & Rhuland at Lunenburg, Nova Scotia for the movie
“ Mutiny on the Bounty’’.

. . .  At Sorel the tugs Duga and Omni-Richelieu moved the Nipigon Bay and Fort
Chambly to the loading section of the grain elevators. During the shift, the tug
Fairplay IX  arrived.

Aug. 1. . . The J.L. Mauthe resumed service when she shifted to the Harvest
States Elevator on the 3rd to load wheat for Buffalo and cleared on the 4th.

. . . The Seaway Port Authority’s commodities bagging plant in Duluth filled its
1,000,000 bag of wheat today. The plant is bagging 13,000 tons of spring
wheat for Ethiopia under the Food for Peace program.

Aug. 3. . .Port Weller Drydock is seeking the contract to build a $15 million
carferry to serve Pelee Island.

Aug. 4. . . Distinctive blue and white signs have been erected on the new Welland
Canal scenic drive. The drive is a two hour trip from Port Dalhousie to
Port Colborne.

Aug. 5. . .Henry Steinbrenner loaded a cargo of natural iron ore at Marquette for
delivery to C&P dock in Cleveland.
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Lake Shipping's SAMUEL MATHER, ex-HENRY FORD II at the Hocking Valley dock in
Toledo on August 19, 1989.

. . . Agawa Canyon drydocked at Merce Shipyard in Toledo. She was taken off the
drydock on the 15th and moved to the Interlake dock. She cleared Toledo on
September 3rd to resume service.

. . . John B. Aird loaded a cargo of grain at the Harvest States Elevator. This is her
first cargo of grain to be loaded in the Twin Ports.

Aug. 6. . . Beechglen was downbound in the Seaway with a load of grain for Sorel.
This was the first time that a P&H vessel had been seen in the Seaway this
year, except for the T.R. McLagan which is chartered from C.S.L.

Aug. 7. . . Fire destroyed the former east coast trawler Clarenville, which was being used as 
a waterfront restaurant in Owen Sound, Ontario.

Aug. 8. . . The Russian freighter Ivan Derbenyev brushed against the buffer plate on the 
Carlton Street Bridge in the Welland Canal. The bridge was closed until repairs
could be completed.

Aug. 9. . . The ocean tug Fairplay IX  cleared Sorel with Nipigon Bay and Fort
Chambly for scrapping in Turkey.

. . . While unloading a cargo of liquid ashphalt at Hamilton, Ontario, Nancy Orr Gaucher 
was damaged by an explosion which injured one crewman. The explosion covered her deck with
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ashphalt and caused some pollution in the harbor. The cause of the accident was blamed 
on water which entered a cargo tank containing the hot ashphalt.

Aug. 10. . . .Sir James Dunn passed down the Seaway under tow of Lac Como, Stormont, 
Glenbrook and Glenevis, bound for Sorel. She had been used as a storage hull at 
Toronto this last winter. She was towed out of Toronto on August 3rd for
Hamilton where bunker fuel was removed. The tow arrived at Sorel eight days later.

Aug. 11. . .Black Bay went aground in the lower St. Marys River at Buoy 20 while
downbound with ore. She was lightered and refloated on the 12th by tugs Avenger IV  
and Anglican Lady. She had some hull damage, but was permitted to proceed to
Hamilton.

Aug. 13. . . While loading a cargo of liquid ashphalt at the Ultramar refinery at St.
Romuald near Quebec City, the Enerchem Ashphalt suffered an engineroom fire which 
caused extensive damage.

Aug. 15. . . The U.S. Coast Guard annual buoy tender conference began in Duluth
with the arrival of Mesquite, Mariposa and Acacia. The cutters were open to tours
by the public. This is an annual training session and it is the first time that it was held 
in Duluth.

Aug. 16. . . Algoma Central’s Sauniere arrived in Grand Haven to unload a partial 
cargo of salt. This was her first trip to this port.

Aug. 18. . . The Pelee Island Council reversed an earlier decision to withdraw
Leamington as a port of call for the m/v Pelee Island. The vessel operated
between Sandusky, Pelee Island and Leamington. The original decision to withdraw
Leamington stemmed from safety conditions on the municipal dock.

Aug. 19. . . Eastern Shell was at the Soconav yard at Sorel undergoing repairs to her 
propeller which apparently was damaged by ice during her recent trip to the Arctic.

Aug. 21. . . Enerchem Ashphalt cleared Quebec City under tow of Salvage Monarch and 
Cathy McAllister for Montreal. She was to be repaired at the Mount Royal Walsh 
Ship Repairs.

Aug. 21. . . .The American Mariner arrived in Duluth to load two holds of coal for delivery 
at Marquette and loaded three holds of soy beans for delivery to Windsor.

. . . Inland Steel’s Edward L. Ryerson arrived at Great Lakes Steel in Detroit to load mill 
scale for Inland s Indiana Harbor Works. Loading was done by conveyor and front end 
loader and it apparently went slowly as she didn’t clear until the 26th.
This was her first trip to the Detroit area and rumors are that 
she may return for several more this fall.

. . . The Bahama flag Nor star, ex-Kingdoc made her first trip into the Seaway since 
being renamed in April, 1988. She was bound for Sorel.

Aug. 25. . . There have been forty-two toxic hot spots indentified throughout the
Great Lakes. A study by the Northeast-Midwest Institute indicates that it will cost billions
of dollors to clean up. Clean up of the Rouge River at Dearborn will cost 
an estimated $1.8 billion, Ohio’s Black River was estimated at $1.5 m illion and 
the Fox River at Green Bay, an estimated $68 million to $640 million. Other
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estimates run as high as $422 million for Milwaukee harbor and $134 million to $139 million 
for the Saginaw River-Saginaw Bay.

. . . Researchers on the vessel Grayling used a small submersible robot to photo
graph the wreck of the Edmund Fitzgerald in Whitefish Bay. Reports indicated that 
the video is sharp and clear. Researchers will also photograph other wrecks in the 
area. The wrecks are being photographed for the National Geographic Society’s Explorer 
television series.

Aug. 26. . . .The Kinsman Enterprise (i) cleared Port Huron under tow of the tug 
Malcolm for Port Colborne. It was reported that she will be scrapped overseas. 
She was launched in 1906 by the Chicago Shipbuilding Company as the Norman B. 
Ream. She sailed for Pittsburgh Steamship until 1960 when she was laid-up. 
Purchased by the Kinsman Marine Transit Company and renamed Kinsman Enterprise, 
she sailed until 1978 when she was laid-up in Toledo. The following year she was 
purchased by the Port Huron Terminal Company and was used for storage of 
sugarbeet pellets, sunflower seeds and com.

. . . Sir James Dunn and Georgian Bay cleared Sorel under tow of McThunder 
for scrapping overseas. The tow was assisted by Daniel McAllister and Cathy 
McAllister. McThunder arrived in Sorel on the 14th, but she underwent repairs 
while docked there. It’s interesting to note that Lloyd’s spells the Panamanian-registered 
tug M. C. Thunder.

The tug MALCOLM towing the KINSMAN ENTERPRISE (i) downbound in the 
Detroit River off Nicholson's on August 26, 1989.
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. . .  .At the Torco Dock in Toledo the St. Clair offloaded coal into the American Republic. The 
St. Clair proceeded to Monroe Edison to discharge the remainder of her cargo while 
the American Republic proceeded to Trenton Edison to discharge her coal.

Aug. 29. . . Black Bay arrived at Fraser Shipyard to repair damage when she grounded 
on the 11th. She was assisted into the drydock by tugs Minnesota and New 
Jersey.

Aug. 29. . . Kinsman Enterprise (i) passed down the Welland Canal with tugs 
Salvage Monarch and Elmor M. Misner. She cleared St. Zotique anchorage on 
the 31st under tow of tugs Salvage Monarch and Helen McAllister and arrived 
in Sorel on September 1st.

Aug. 30. . . The tug Wm. Dugan was towing the Dunbar dredge Niagara off Grand Island 
in Lake Superior when a crewman noticed the dredge listing. The line was cut and the Niagara 
sank within minutes.

Miscellaneous . . . President Bush has signed H.R. 840, the Federal Maritime Commission 
Reauthorization Act which allows the m/v South Bass to sail between U.S. ports 
without stopping at a foreign port. This new legislation creates an exception to the 
Jones Act. As you remember, foreign steel was found in the vessel when she was 
inspected for her papers. Another boat exempted under H.R. 840 was the African 
Queen which was British built. This was the same boat that was used in the movie 
and will be used as a sight-seeing boat in Florida.

GREAT LAKES CALENDAR . . .
November 17th - G.L.M.I. entertainment meeting at 8:00 p.m. at museum. Capt. John 
Leonard will be our guest speaker.
December 2nd - Annual G.L.M.I. Marine Flea Market in DeRoy Hall from 10-3 p.m.
December 14th - G.L.M.I. Board of Directors meeting at 7:30 p.m. at museum.
January 19th - G.L.M.I. entertainment meeting at 8:00 p.m. at Dossin Museum. 
Don Dube will be our guest speaker.
February 3-11 - Michigan Boat and Fishing Show at Cobo Hall in Detroit.
February 8th - G.L.M.I. Board of Directors meeting at 7:30 p.m. at museum.

Back Cover Photo :John C. Gault US 76204. Built in 1881 in Buffalo, N.Y. 
218 x 32 x 13 1212 gross tons; 1093 net tons. Rebuilt at Marine City in 1906 
for freight and coal cargoes. Renamed Felix Carbray in 1907 and sent to Atlantic 
coast in 1912. Renamed Crescent in 1916 and foundered off Cape Hatteras, N.C. 
on February 27, 1916. Russell Sage US 110472. Built in 1881 in Buffalo, N.Y.
218 x 32 x 13 1224 gross tons; 1104 net tons. Rebuilt in 1906 for coal and lumber 
trade at Marine City. Sold in 1909 to Canadian owners, retained U.S. registry at Charlotte 
(Rochester), N.Y. Burned to waters edge at Oswego in 1912. Dropped from registry 
until 1917 when registered in Canada as tow barge Atlasco 138234. Sprang a leak and 
foundered during a gale on Lake Ontario on August 7, 1921.
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Top: The JEAN LYKES drydocked at Fraser Shipyard for inspection and 
hull painting on May 20, 1989. Bottom: The H. LEE WHITE was the first ship 

of the season into Ashland with coal on May 12, 1989.
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Top: The 22-inch hydraulic dredge NIAGARA working at the mouth of Lake Huron 
and the St. Clair River in 1959. Bottom: The GEORGE A. STINSON was the first 

ship of the season into the Twin Ports.
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INDEX VOLUME XXXVm-1989

Prepared by F. Jordan Schanbeck and Kathy McGraw.

This index provides the reader with a complete listing of names of ships, persons, 
institutions, places and titles appearing in this year’s Telescope issues. Page numbers 
are page numbers only and to avoid confusion, issue numbers were eliminated. 
The two exceptions are reference to inserts and to a cover picture in which case the 
listing would appear “ Insert-2” or “ Cover-3” , which would indicate the insert in issue 
No. 2, March or the cover of issue No. 3 May. Numbers with an asterisk [*] indicate 
a photograph. Names of vessels, newspapers and books appear in italics. All other 
entries appear in regular type. □

A

"A Farewell Voyage on the Benson Ford”: 120 
"A  Forgotten Class” : 31
“ A Sighting at Dawn: The First Naval
Battle on the Great Lakes” : 153
Acacia: 12, 15, 164
Acme Transit Company: 8
Addie: 70
Adelaide: 70
Advance: 53
Agawa Canyon: 163
Agelicoussi, Mario: 22
Agia Trias: 52
Agios, Nicholas I: 82
Aho, J .: 43
Aird, John B.: 163
Albain: 70
Algoma Central Steamship: 8, 35
Algomarine: 25, 104, 162
Algonorth: 24
Algorail: 129
Algosea: 109
Algoway: 20
Algowood: 79
Aliber, J .A .:  71
Allegan: 70
Allen, A . . 70
Althea: 78
Alva. 12
America: 8
American Mariner: 20, 24, 46, 78, 106*, 164 
American Republic: 20, 47, 104, 166 
American Shipbuilding Company: 6, 32, 35, 37, 
60. 121, 126 
American Tide: 43 
Anchor Hoy: 98-9*
Andersen, Barry: 18, 43, 75, 128 
Anderson, Arthur M . . 76, 105 
Anderson, Julia: Insert-2 
Angeline: 8
Anglican Lady: 160, 164 
Anna: 43 
Annie: 70 
Annie S.: 70 
Apalache: 78
Aquarama: 78, 93*-7*, 101, 133* 4
Araidne: 15
Arc Minos: 47
Arctic Viking: 109
Arcturus: 44
Argus: 8
Arkansas: 103, 107, 129 
Armco: 43 
Arosa: 107 
Arzenza: 63*, 65

Asjamarine: 21, 47 
Ashland: 82 
Ashley, Dustin: 12 
Asia Swallow: 19 
Astorga: 45 
Asumpta, Maria: 25 
Atlantic Erie: 47, 76, 107 
Atlantic Huron: 22 
Atwood, F.B.: 71 
Avenger IV: 160, 164 
Ayoub, George: 65 
Ayers, J . Burton: 101.

B

Baie Comeau II: 52 
Baker. Peter: 98-9 
Baker, William: 88 
Bantry Bay: 19 
Barbara Ann: 46, 133*
Barden, R.: 43, 100, 158 
Barker, Jam es R.: 18, 51, 107 
Barker, K ayeE .. 100, 108*. 126, 132 
Barlum, John J .:  11-2*
Barlum, Thomas: 8
Barnes, Minnie: 15
Basch, John: 40
Bates. W.W.: 69
Battle, Jam es: 6, 131
Baumgarten, Dr. Thomas: 133
Bay shell: 130, 132
Beall, Comm. Irl: Insert-2
Beahen, T.: 18, 43
Bearman, Jim: 43, 100, 128, 132
Bearman, Mary: 58
Beauchamp. Rene: 18, 43, 75, 100, 105, 
128, 158
Beauport: 24, 44 
Bechmun, Edward: 40 
Becker, Capt. Frank: Insert-2 
Beechglen: 163 
Beeghly, Charles M .: C-2, 30 
Beele: 70 
Belle: 70
Belle River: 50. 101, 103 
Benkert, Capt. Robert: Insert-2 
Bertha: 70 
Berwick: 70 
Bessie M .: 70
Bethlehem Shipbuilding: 126 
Bethlehem Transportation: 37 
Biolchini, John: 128, 135 
Biokovo: 77, 81 
Birch, Irving: 105 
Birchton: 62

Bird, C.E.; 70
Biscayne Bay: 45, 49, 50, 103
Black Bay: 46, 101, 164, 166
“ Blessing of the Fleet: 25th Anniversary
and the Great Lakes Memorial Service” :
Insert-2
Block, Joseph: 38*
Blough, Roger: 112, 160
Blue Atlantic: 105
Blue stone: 19
Boeckling, G .A . 136*, 162
Boine, Jessie: 71
Boland: 8
Bon Ame: 70
Bon Voyage: 70
Bonlekoe, Charles: 40
Booth, Henry Scripps: Insert-2
Boss: 70
Bounty, HMS. 162 
Bourden, Jean: 44 
Bradley, Car/D.. Insert-2 
Bramble, USCG: 129*. 134, 159 
Breech, Ernest R .: 30, 126 
Britamoil: 65 
Britannia: 145
British American Oil Company: 64 
Brittain, R.C.: 71 
Brookdale: 10
Broadley, Capt. Houseman: 153-7 
Brownell, G. F .: 8 
Bruce, BUI: 18, 43, 128 
Brusate, Wayne: 87, 92 
Buffalo: 8
Buffington, Lee: 90 
Burleigh: 70 
Bums, Robert: 98 
Burton, F.S.: 71 
Butler, Patrick: 88 
Butler, William G.: 65

c
Cadillac: 8 
Calcite Z/ 51, 106 
Calgadoc: 62
Calloway, Cason J .:  18, 79, 103, 128, 161
Campbell, P.B. 71
Canadian Lake & Ocean Company: 8
Canada & Dominion Sugar Company: 12
Canada Marquis: 19
Canada Steamship Lines: 10, 12, 22
Canadian Leader: 19, 105, 109
Canadian Explorer: 160
Canadian Mariner: 20, 106-7
Canadian Navigator: 103
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Canadian Progress: 48, 104 
Canadian Transport : 46 
Canadoc: 45
Canmar Ambassador: 23 
Canmar Europe: 19 
Cap Carmel: 45 
Cape Fourchu: 128 
Capraia: 65
Capt. Ioannis S.: 50, 77, 80 
Capt. John 's  Seafood: 135*
Carey, Em m ett J . : 25 
Carpenter, Lansing: 90 
Carruthers, Jam es: 3-4, 8 
Cartier Lumber Company: 88 
Case, George M .: 68 
Cedarton: 62-3*
Cedarville: Insert-2 
Cepbeus: 8
Chapman, Herman: 98-9
Charlton, J .: 100
Chi-Cheemaun: 131
Chicago Shipbuilding Company: 25
Chicago Trader: 79
Chicago Tribune: 48*-9
Chief Wawatam: 18, 21, 24, 102*
Chippewa: 24, 50. 103, 126, 131 
CHL Innovator: 22 
Choiniere, Ralph: 128, 136 
Cirkey, Capt. J .M .: 16 
City o f Holland: 70 
City o f New York: 136 
City o f St. Joseph: 68*
City o f Toronto: 15*. 16 
Ciudad de Inca: 25 
Clara: 70 
Clarenville: 163
Clarke, PhilipR.:77*-8, 103, 106-7 
Clayton, Phil: 75-6, 100, 102-3 
Cleveland: 8
Cleveland-Cliffs Iron Company: 6
Cleveland-Cliffs Steamship Co.: 36, 121
Clymer, Irving L.: 50
Coats, L.B.; 71
Colbom, A .R .:  70
Colonel, Bersell: 70
Columbia: 30
Columbia Star: 18, 77
Combine: 70
Comerford, James: 126
Coudres, J . P. : 71
Conkey, Art: 90
Conneaut 12
Consol, Menier: 130, 132
Constitution: 8
Consumers Power: 52
Content: 70
Cook, Capt. F.: 11
Corey, William E .: 31*, 33-6, 39
Cornelius, Adam E.: 46*-7, 80*. 134-5, 159
Comet: 70
Cornwall: 162
Cort, Henry: 4 \* -2
Cort, Stewart J . .46, 76, 100, 106-7
Coulby, Harry: 32-3
Coulby, Harry. 36, 39, 109, 130
Cranbrook Institute: 127
Crawford, Capt. John: 88
Croaker, USS: 4b
Crook; 66
Crouse, J . S. : 71
CSL Innovator: 22
Cuckoo: 70
Cyprus Northshore Mining Corp.: 159-60

D

Dahike, H  . 71 
Dale Transport: 10 
Dauntless: 58, 70 
Davis, Lyman: 90 
Dawn: 70
Dean, Annie M .: 17 
Defiance: 70 
Defoe Shipbuilding: 126 
Delancey, William J . : 107 
Delaware: 135*-6 
Delisle: 11-2 
Delphine II: 58 
Delta: 70 
Den, H.G.: 71 
Denison, Frank: 68 
Denton, Frank R .: 59*-61 
Depew, Chauncey M .: 47, 82 
Depot Harbor: 8 
Derbenyev, Ivan: 163 
Desgagnes, Eva: 17*
Desgagnes, Mathilda: 20 
Desgagnes, Stella: 17 
Des Groseillers: 81 
Detroit Edison: 98-9*
Detroit Shipbuilding Company: 36
Detroit Yachtswomen: Insert-2
Deutschland: 18
Dewar, Gary S .: 31
D'Iberville: \8 , 20, 110
Dillman, Anna D.: 58
Diligent: 158
Dipert, Jack: 40, 42
Dipert, John: 40, 42
Dixon, Mike: 86
Dominion Glass Company: 16
Donald P.: 77. 80, 105
Dong, Hua : 81
Donner, William H .: 26*
Door, G.J.: 71 
Dos Amigos: 98 
Douglas: 70 
Dragon: 70 
Dreyfus, Louis: 107 
Drummond, Thomas J . : 62 
Duga: 43 50, 77, 162 
Dugan, William: 166 
Duke o f Connaught: 45 
Dundas: 12*
Dunn, Sir Jam es: 44*, 164-5 
Dykstra, John: 126

E

Eamskow, F. O .: 71 
Eastern Shell: 160, 164 
Edith. 70
Eilertson, Garey: 54 
Elba. 65 
Ella S.: 71 
Elliott, Clara: 70 
Elphicke, C. W.: 70 
Elsie: 70
Elve, Steve: 43. 51,86, 100 
Empire: 71
Emory, John R.: 15-6*
Empress o f India: RC-2
Enerchem Ashphalt: 21, 47, 78, 105, 164
Enerchem Avance: 78
Enerchem Catalyst: 78
Enerchem Fusion: 81, 109
Enerchem Refiner: 23*
Englantine: 25
Erickson, Capt. Donald: Insert-2 
Ericsson, John: 98

Erie Builders & Concrete Company: 25
Escanaba: 42
Eureka Iron and Steel: 88
Eva: 70
Everatt, James: 95 
Everest, D. C.: 100

F

Fader, Danny: 54
Fa'gerstrom, Capt. Sven: Insert-2
Fairless, Benjamin: 82
Fairplay IX: 131, 162-3
Falcon Crest: 49, 78
Farmer, Lt. Jasper: 155
Fashion: 71
Feder Gulf. 50. 82
Federal Calumet: 20
Federal Fuji: 105-6
Federal Huron: 45
Federal Inger: 134
Federal Ottawa: 105
Federal Rhine: 45
Federal Schelde: 61
Ferbert, A .H ..22 , 52
Ferriss, Capt. Hal: Insert-2
Finland: 36
Fitzgerald, E dm und:Insert-2, 165
Flinders, Capt. Matthew: 109, 130
Flora: 71
Florence K .: Insert-2
Foly, James: 88
Force Staff: 110
Ford, Benson: 30, 100, 121-2*-4*, 126, 132
Ford, E.M . .19, 51*. 128
Ford, Henry: 120
Ford, Henry II. 20. 30, 100, 120*-2, 126, 165
Ford, William Clay: 30. 100, 106, 121, 124, 126
Forest: 71
Fort Chambly: 47. 160, 163
Fort York. 19
Foy, Lewis Wilson: 132 152
France, John A .: 100
Francis, C.: 71
Francis, Mary: 69
" Frank R. Denton 1911 1984": 59
Franklin: 71
Franquelin: 11
Fraser, Herb &. Associates: 35
Fraser Shipyards: 43, 60, 128, 131
Fregnes: 134
“ Freshwater Cruise of the USS Macon”:
115, 143
Frick, Henry C .: 33-5, 39
Frontenac: 8, 104, 132-3
Frontier Steamship Company: 37
Frotasirius :43
Fuel Marketer: 130*

G

Gaelic Tugboat Company: 25
Gallenipper: 71
Gallow: 71
Gal vine, M .J.: 69
Ganges: 71
Garden City: 75, 131
Gary, Elbert H.: 32*-5, 39
Gaskin, Edward: 69
Gaucher, Hubert: 81, 104
Gaucher, Nancy Orr: 159, 163
Gazelle: 71
General Vargas: 109
Genmar 130: 77
George: 153-5
Georgian Bay: 160-2*, 165
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Georgia: 71
Gertrude: 71
Gibbs, Channey: 88
Gillham, Skip: 2, 18, 43, 61-2, 82. 100
Gilson, Capt. Joseph: 88
Gladys: 71
Glenada: 11, 17,93*. 103 
Glenbrook: 46, 159-61, 164 
Glenbuckie: 53
Glenevis: 20, 46, 80*, 130, 159, 161, 164
Glenfinnan: 12
Glenmount: 20, 62
Golovanov, Nikolav: 76
Gondul: 105
Gordon, John: 71
Gott, Edwin H.: 79*, 101, 103
Grammos: 65
Great Lakes Engineering Works: 39, 126
Great Lakes Maritime Academy: 24
Great Lakes Steamship Company: 36
Great Lakes Towing Company: 129
Greene, Edward B.: 121, 126
Greyhound: 71
Groton: 71
Guarita: 131
Guzzo, Michael: 98
Gypsy: 71

H

Hackett, R.J.: 32 
Hall, Cartier cliffe: Insert-2 
Hall Corporation: 65 
Halsted: 8 
Hancock: 71
Hanna, Howard M. J r .: 8 
Hannah Marine: 22 
Hannah 2901. 132 
Hannah, Margaret M .: 11 
Hannah Transit Company: 8 
Hans eat: 37 
Happy Med: 45 
Hart, S.E.: 71 
Hatfield, Joshua. "2 
Haughton, Perry: 18, 128, 158 
Hausler Bros.: 71.
Hawgood, Arthur H. : 38-9 
Haynes, George: 18 
Heath, A .R  : 70 
Heath, G.P.. 71 
Heimbecker, H. C.: 35 
Heiberg, David: 21 
Helen M. 18 
Helwig. Walt: 90 
Hemsley II: 64*
Hennepin: 53 
Hercules: 77 
Hermanson, John: 93 
Hero: 71
Hickman, J .J .: 71 
Hickorol: 62 *, 64 
Hoey, Carolyn: 19 
Hoey, Susan: 19 
Hoey, William: 25 
Holden, H .S ..8  
Holloday, C. 70 
Hoover and Mason: 61 
Hoosier, M .J.: 71 
Howell, Capt. Morgan: 95, 97 
Howell. W.: 43. 100 
Howland: 90 
Hoxie, Capt. A.K.: 97 
Hoy, Jam es; 71 
Hoyt, Elton II: 51, 104 
Hudson, A. A. : 16*
Hudson Bay Company: 105 
Hudson, Cyril: 18, 43, 75, 80, 100, 128 
Hudson Transport: Insert-2

Hudson Venture: 105 
Huexwell, Mike: 108 
Humrick: 30 
Hunter, Jim: 6 
H unter Savidge: 54 

Hunter Savidge Discovered’ ’: 54 
Huron: 12 
Huron Cement: 12 
Huron Lightship: 88 
Hutchinson & Company: 6 
Hutchinson, Charles: 126 
Hutchinson, John T .: 52 
Hutt, Hattie: 90 
Hydrus: 3, 8

I-J

IdaH . -71
Iglehart, J .A .W .: 49, 109
Illinois: 103
Imperial Oil: 64
Imperial Quebec: 19
Imperial Sarnia: C-3, 58
Imperial Verdun: 46 46
Incan Superior: 51, 103, 105
Indiana: 103
Indiana Harbor: 18, 46
Ingalls. Rev. Richard: Insert-2
Inland Steel Company: 38
Interlake Steamship Company: 8, 30, 100, 126
International Cruising Company Ltd.: 35
International Marine Salvage: 130
Interstate Steamship Company: 60
Invincible: 71
Iroquois: 128
Irving Elm: 43
Ishpeming: 53
Island Transport: 65
Jackson, Herbert C.: 23, 43, 52, 101
Jackman, Capt. Henry: 104
Jacques, C .A.: 62
Jamian, John E.: 120
Jantar.bb, 110
Jennas tar: 110
Jerry G . 50. 77
J e t Express: 135
Johnson, Robert: 19
Johnson, O.R.: 66-7*
Johnstown Steamship Company: 37
Jones Act: 160, 166
Jones, B .F.: 60
Jones & Laughlin Steel: 60
Juniper: 15
Jupiter: 78, 103

K

Kalamazoo: 71 
Kanguk: 105 
Katia: 45
K atm iBay USCG: 45. 49. 50, 101
Keewatin: 69
Keith, Ida: 53, 68-9*. 70-1
Keith, William G.: 66, 68
Keith, William G.: 68
Kelly. William: 88
Kenora: 62
Keybell: 8
Kidell, Mike: 126
Kihu: 104
Kingfisher: 71
King, Jennie: 71
King, Wills L. : 60
Kingdoc: 164
Kinmount: 62
Kinsale: 105
Kinsman Enterprise: 130, 158, 165*, C-5

Kinsman Independent: 19, 43, 47, 52*. 81, 126 
Kinsman Marine Transit: 35, 27-9, 61, 130 
Kirby : 8
Kirby, Frank E.: 87 
Kirby, FredE.: 87 
Koba. 128 
Kohls, Steven: 98 
Koral: 35, 110 
Kotcher, C. W.: 8 
Kremel, C.E.: 70 
Kroeff. T.: 43 
Kruse, Dick: 2, 26 
Kyes, RogerM .: 134*-5

L

LaBelle: 8
LaFrequer: 155
LaHuraute: 155
LaLouise: 155
LaMarquise: 154-5
Labradoc: 20, 28, 48-9*
Labrador: 18, 158
Lac Como: 20, 159, 161, 164
Lac Manitoba: 50
Lady Franklin: 19
Lake Anne: 162
Lake Carriers Association: 161
LaForey, Capt.: 155
Lake Shipping Inc.: 39, 126
Lakewood: 25, 48
Landes, Suzanne: Insert-2
Lane, Harriet: 98
Lato: 25
Laughlin, James: 60 
Laurie: 71 
Leafield: 8 
LeFrene No. 1:160 
Lee, Kristen: 22 
Lee, Robert E.: Insert-2 
Le Gobelet D 'Argent II: 82 
Lehigh: 37
Lemos, Spyros A. :2b 
Leon: 44 
Leonard, J .: 43 
Leslie: 71 
Lester: 71
Lighthouse Bureau: 8 
Lightship 82:8 
Lily .8
Little, F  : 71 
Lode stone: 71 
Lom aB. : 18, 20, 110 
Losinski, Dave: 91-2 
Louden, Gen.: 155 
Louisana: 8, 103, 107, 129 
Ludington: 8 
Lykes, Ashley: 20 
Lykes, Jean: 131 
Lykes, Majorie: 109, 128 
Lyon, L. : 71 
Lyons, Jam es B .: 25

MC-M

MacKenzie, Warren: 116 
MacMillan, A. & Son Ltd.: 62 
M cAllister252:45, 47, 131 
McAllister, Cathy: 47, 160 
McAllister: 18
McAllister, Helen: 35. 37. 47. 50 
McAllister, Patricia B.: 24, 50, 109, 131 
MeAlhster Towing: 43, 128 
McCafferty, Mrs. Joe: 131 
McCart, Jerry: 121-2 
McCarthy, T.J. Steamship Co.: 36
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McColl-Frontenac Oil: 64
McCormick, Dan: 18, 43, 65, 75, 100, 128
McDonald, Dave: 98-9
McGean, John A .: 3*, 6, 8
McGean, W.H. : 126
McGiffin, J . W . . 50, 104, 131
McGrath, Jam es: 20, 23*
McGreevy, Robert: 2
McKinnon & Scott: 8
McLagan, T.R..-163
McLean, N .B.: 18, 20, 110
McLeod, Norman: 101
McMar: 11
McMillan, A .: 70
McNamara, Robert S .: 126
McThunder: 165
McVea, Charles: 70
McVea, E .J .: 68
McVea, Mary: 71
M cW aters,J.N .: 103
Macatawa: 71
MacKay, M.B.: 18, 75
Mackinaw, USCG: 100-1, 109, 129*, 134
Macon, USS: 115-8, 143
Macoubrey, J .H .: 38
Magog: 10-1*
Mahoning Steamship Company: 8 
Majestic: 88 
Major: 8
Malcolm: 45, 133*, 165*
M anchester Explorer: 13-4*
Manic: 130, 13 
Manic, Techno: 130 
Manitoulin: 131
Mann, Alan: 10, 43, 75. 100, 128
Maplebranch: 52
Maple Leaf Mills: 17
Margil M arine Boatyard: 128
Marine Salvage Ltd.: 34, 37, 39
M ariners’ Church in Detroit: Insert-2
Marinette: 71
Marinscd: 37, 39
Mariposa USCG: 22, 164
Markham: 105
M arquette: 8
Marshall, Richc d: 126
Martel, J .E .:  71
Martel, Mee: 71
Martin, Argue: 130-1, 160
Martin, Hon. Paul: 20, 22-3*, 47, 76, 107
Mary: 71
Mary Kay: 20
Maryland: 8
Mason, Free: 71
Mataafa: 33
Mather, Samuel. 22, 52, 100, 126, 163*
Mather, William G.: 22
Matheson, Charles: 58
Mathiott, E. G .: 12
Matoa: 8
Maude: 71
Mauthe, J .L .: 21*, 46, 51, 160, 162
Maxine: 35
Mayflower: 71
Medusa Challenger: 101
Mela: 107
M enekomee: 71
M enihek Lake: 98
M entor: 71
Merce Shipyards: 25
Mercer, D.: 100, 128
Merchants Mutual Line: 8
Merritt, T.R.: 53
M esabi Miner: 77, 103, 105
M esquite USCG: 164
Michael, J .: 18
M ichigan: 25
M ichigan/Great Lakes: 100 
Michipicoten: 34*-5, 39 
Middletown: 43

Midvale Steel & Ordinance Company: 37
Mills Fleet: 37
Miller Boat Line: 135
Miller, Frank: 71
Minnesota: 129, 158, 166
Minter, W .B .: 71
M isener; Peter: 43, 49
Misener, Scott: 25
Misner, Michael D.: 49, 106
M obil Oil: 126
Mobile Bay USCG. 45
“ Model Shipbuilding Contest-1989” : 98
Mohawk: 8
Montcalm: 24
Monteagle: 71
Montreal: 8
Montreal Tankers Repair, Inc.: 42 
Moore, H .B.. 71 
Moore, H.D.: 71 
Moore-McCormick Line: 43 
Moran, Judy: 45 
Moran, Sheila: 43 
Morehouse, Cameron: 110 
Moreland, William C.: 60 
Morgan, J . Pierpont: 33 
Morely, George :5b 
Mormactide: 43 
Morrin, Capt. Edward: 88 
Mortel, Capt. John B.: 67 
Mountain Blossom: 107 
Muellerweiss, John Jr.: 54 
Munson: 71 
M unson, John G.: 75*
M urphy, Paddy : 71

N

Napoleon: 71
Natural Crook: 71
Nellie AL/71
Nelson, George: 71
Neptune: 71, 132
Neptune Steamship Company: 38
Nettleton, A .E .: 35
New Hampshire: 71
New Haven: 71
New York News: 11
New Orleans: 159
Newport News, USS: 47
Newton, John: Insert-2
Ney, Capt. Chauncey: 6
Niagara: 19, 166
Nicholson Terminals: 25
Nicholson Transit Company: 60
Nicolet: C A, 107, 133, 159
Nipigon: 23, 48
Nipigon Bay: 159
Noble Odyssey: 127
Norberg, Carl A.: 66
Norfolk: 53
Normac: 136
Nor star: 164
North American: 69
North Dakota: 129, 158
Northern Queen: 8, 88
Northern Shell: 44
Northwest Steamship Company: 16
Northwind USCG: 158

o

OLS-30: 22, 43-5, 47, 82, 109, 128,
131-2*
OOCL Challenge: 76, 81 
Oakglen: 19, 47, 52*. 82, 105 
Oakton: 62

Oceanview: 52
Octaxna: 66, 71
Octorara: Insert-2
Ogdensburg: 45
Oglebay, Crispin: 110, 135
Ohio. 22, 43, 45, 59, 129, 135*-6
Olds, Irving S .: 82
Oliver, Henry W .: 8
Olsen, Richard: 23, 130, 135
Omni-Saint Laurent: 158
Omni-Richelieu: 162
O’Neil, William: 134
Ongiara: 23
Onoko: 32
Ontario: 153-6
Ontario No. 2:129, 131
Ontario Northland Marine Services: 81
Oregon: 43
Oswego: 155
Owens, Capt. Patrick: 123-6

P-Q

Pacific Peace: 22
Paisley: 71
Pallister: 88
Paj, Survey Vessel: 158
Pamella: 71
Pampas: 22
Panne si: 63, 65
Paquin, Lucien 80
Parisien, Jean: 51
Parker, Charles Jr .: 98
Parks, O.E.: 71
Parmelee, J . W .: 71
Parrish & Heimbecker: 35
Paterson & Sons Shipping: 45
Patterson, Capt. William: 88
Pelican: 71
Pelee Island: 164
Perkins, George: 3, 35, 39
Peterson, Howard: 40, 93
Petrel V: 19
Petropan No. 1 :130, 132 
Phocen: 19
Pickands-Mather and Company: 32, 36, 39 
Pierson, Robert Holdings Ltd.: 35 
Pilgrim: 71 
Pilot: 71
Pimushkin, Capt. Vladimer: 76 
Pioneer Steamship Company: 8 
Pittsburgh Steamship Company: 8, 32, 34 
Pitz, James: 21 
Pleasure: 98*
Plymouth: 8
Pohto, Dale: 43, 75, 100, 142 
Polarstem: 20 
Polje, Bijelo: 24 
Port Weller Drydock: 37 
Porter, A .: 70
Prairie Harvest: 46. 50. 133 
Preserver: 147 
Price, Charles S.: 3, 8 
Pride o f Baltimore: 135 
Pride o f Michigan: 127*
Prince Rupert: 62 
Princess No. 7 45
Providence Shipping Company Ltd.: 35 
Provmar Fuels: 58 
P S. Barge No. 1:77
Pulp 9  Paper Fleet: A  History o f Q 90: 2 
Pup: 71
Purdy, Alice: 70
Purvis Marine Ltd.: 18, 24, 103
Put-in-Bay: 12
Pyrce, Michael: 65
Quebec City: 21
Quebec & Ontario Transportation: 11
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R
R 9LN o. J. 132 
Rapids King: 11-2*, 15 
Raymond, Jean: 45 
Ream, Norman B. 165 
Redwood Enterprises Ltd.: 35 
Reed, R.C.: 71 
Rees, W.D..S8  
Regina: C-l, 3, 8, 62 
Reid, Capt. Tim: 15 
Rembertiturm: 18 
Renvoyle: 12
Reoch Transports Ltd.: 35 
Replogle, J . Leonard: 37 
Republic Steel Corp.: 36, 61 
Reserve: 77, 105, C-6 
Resolute: 53 
Richelieu; 105 
Richmond: 71 
Rice, E .E .: 70 
Ridgetown: 34-5, 39 
Rikke, Bewa: 45 
Rimouski: 50 
Risley, Samuel: 101 
Rival: 44 
River shell: 130 
Robinson Bay: 101 
Robinson, Peter: 36-7 
Roby Transit Company: 8 
Rockerfeller, Frank: 86 
Rocky Mountain: 71 
Roesch, William R .: 20 
Rogers, R. F.: 71 
Rollins, W  71 
Rolph, John: 53 
Roman, Stephen B. : 101 
Roof, H .A.: 71 
Rosaline: 71 
Royalton: 37 
Ruby: 71
Rust, DaxHd W .: RC-1 
Ryerson Edward L .: 47, 164

ST-S

St. Catharine Standard: 23
St. Clair: 20, 43. 46. 103, 166
St. Lawrence & Chicago: 8
St. Lawrence Cement Company: 19
St. Lawrence Seaway Authority: 37
St. Lawrence Seaway Locks: 143-9
St. Louis: 67, 71
St. Victor: 155
S&E Shipping: 37-9
Sablefish: 149
Safir: 110
Sage, Russell: RC-6 
Saguenay: 131
Salvage Monarch: 20. 24, 35. 37. 50. 131
Samaru: 11
Sand Products: 95, 97
Sands, James: 153
Santa Cruz: 24, 50
Saturn: 159
Saucon: 36*-8
Saugatuck: 71
‘‘Saugatuck-The Shipbuilding City” : 66
Sauniere: 109, 164
Schmitt, Paul: 87
Scholz, Milan: 98
Schweitzer, Gary: 26
Schulz, R .: 71
Scott, Isaac M.: 3 ,8
Scud: 71
Scurry: 103

Sea Gull: 71 
Sea Monarch: 22 
Seaman: 71
Seaman’s International Union: 58
Seamaster 11:22
Seaway Queen: 159
Sechen, Terry: 18, 21, 43, 128
Selkirk Settler: 48, 107
Selvick: 131
Selvick, Minnie: 109
Sennexnlle: 131
Sevems, J .S .:  71
Severson, A.: 43
Sevoy, Scott: 122
Sharpsteen, Capt. Fred: 54
Shelby, Edward: 70
Sheldon, Cora: 70
Shenango II: 30
Sheridan, James E.: 69
Sherwin, John: 23
Shooting Star: 133
Shriver Bros.: 71
Shumaker, M.: 100
Sibyl W.: 19
Sierra: 12
Sillery: 46
Silxta: 105
Silver Isle: 133
Simmons, Rouse:Tnsert-2
Siur de la Force: 154-5
Skudenes: 81
Skylark. 71
Slaughter, William E.: 127 
Sloan, George A. : 51 
Smith, Capt. Edward: 159 
Smith, H .B ..8  
Smith, H. W .: 8 
Smith, Harley: 26, SO 
Soconav Ltd.: 159-60 
Solin: 25
Soodoc: 45, 134, 160 
Soo River Company: 35 
Soper Lumber Company: 8 
Sorel Tug Boat Inc.: 158 
Soren, T.H.: 45 
South American: 69, 97 
South Bass: 135, 166 
South Winner: 105 
Sparrows Point: 106 
Speer, Edgar B .: 78-9, 101 
Spokane: 32 
Sport: 87-8*-90*
Spray: 71
Sprunt, / . .  100
Stadacona: 8, 126, 129, 161
Stanley, Robert S.: 52, 100, 131
Star Power: 81
Starlight: 71
States Steamship Company: 43 
Spearman, Roger: 40, 42 
Ste e It on: 37
Steinbrenner, George M .: 38-9
Steinbrenner, Henry: 24, 45, 48, 161
Sterling, Walter A.: 126
Stinson, George A .: 103, 106
Stockbridge, F.B.: 71
Stolt Castle: 106-7, 131
Stone, Amasa: 39
Stone wood, F.E.: 71
Stormont: 46, 80*. 131, 159-61, 164
Suit, J . C.: 71
Sultana: 90
Sun Shipbuilding: 97
Sundew USCG: 22, 49. 50-1, 101, 159
Superior: 8, 16, 43, 45 ‘ v
Sykes, Alan: 2-3, 58, 82. 100, 128
Sykes, Wilfred: 18, 50, 78

T
Tadoussac: 20, 107, 131 
Tagona: 62 
Tarantau: 131 
Tate, BenE.: 12 
Tawas Bay: 158 
Taxeth: 71 
Tylor, A .B .: 70 
Techno St. Laurent: 45 
Techno Venture: 45 
Teed, Bob: 70 
Thayer, Paul: 47
‘‘The Discovery of the John McGean' 3 3
* ‘The Little Tug Sport ’ ’: 87 
‘ ‘The Pride of Michigan’ ’: 127 
' ‘The Rescue of the Cort ’ ’:40 
‘‘The Revitalization of the Aquarama”: 93 
' ‘The Travels of Hickorol": 62 
Thompson, Capt.: 87-92 
Thompson, R.P.: 88-9*
Thompson Steamship Company: 8
Thompson, Theresa: 88
Thompson Tug Company: 88-9
Thunder Cape: 45, 49
Tillery, Sir. S.L.: 53
TiUieM.: 71
Timi: 45
Tlatoani: 52
Todd, Robert: 69
Todd Shipyards: 97
Tomlinson Steamship Company: 12
Tonawanda Iron and Steel Company: 37
Topdalsfjord: Insert-2
Toubro, Soren: 21
Townsend, P aulH .: 19, 20
Tregurtha, Lee: 100, 106-8*-9, 126
Triad Salvage Inc.: 35, 59
Triumph Sea: 45, 80
Trix: 71
Troisdoc: 128
Trotter, Dave: 3, 54
Trowbridge, C. C.: 70
Trust: 22
Tully, C.: 43
Turrent Chief: 8
Tuscasora: 71
Tusker: 93*. 103
Two Brothers: 71

u-v
U/M  Lakes Service: 128 
Uncle Charlie: 71 
Uncle Sam: 71
Underseas Research Associates: 3, 54 
Undine: 71
Union Pipe and Machinery Company: 35
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