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MEMBERSHIP

NOTES

•

Marine artist Romuals Sadowski will have an exhibit at the Museum from January 6 through
April 11. In mid-April, the Museum will open an exhibit to coincide with the opening of the Seaway
and it will include a 30-foot model of Locks 3-6 of the Welland Canal. This model will become the
property of the Museum when the exhibit opens.
Promotion of ship model building as a means of preserving Great Lakes history has long been
an Institute purpose. Accordingly, a model shipbuilding contest is planned to be held at the
Museum in August, 1982. The entry deadline will be July 27, 1982 and the entry forms will be
available at the Museum in January. Start planning your entries now!

MEETING

NOTICES

•

The guest speaker for the January meeting will be Mr. Dave Glick. See notice on page 27.
Future entertainment meetings are scheduled for March 26, and May 21, 1982. Future business
meetings are scheduled for January 8, February 26, April 30 and June 25,1982.
Special Note: Blessing of the Fleet will be held on Sunday March 14, 1982 at M ariner’s Church
in Detroit. The service will begin at 11:00 a.m. but those wishing a seat should arrive at 10:00.
There is ample parking in the Ford underground garage which is entered from eastbound Jefferson
Avenue.
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OUR COVER PICTURE. . .The pride of Two Harbors, Minnesota, the Edna G.
was the oldest working steam tug in North America until she retired last year.
This photo of her was taken by Richard Kruse from the pilot house of the Philip R.
Clarke in June, 1980.

Telescope is produced with assistance from the Dossin Great Lakes Museum
an agency of the Historical Department of the City of Detroit.
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THE GRAND DAME
OF THE NORTH EDNA G.
by
ROGERLOSEY

jures stories in the mind of fierce raging
seas, howling winds, blinding snows and rain,
and ships ‘‘gone missing’’.
Safe refuges on Lake Superior are fewer
and farther between than on the lower lakes,
and the “ guardian angels’’ of these harbors

PHOTO BY DICK KRUSE

As the traveler drives north from Duluth,
M innesota’s busy port area through the city
and out onto North Shore Drive, Lake Superior
presents an awesome sight. Although her
calm on the day of our journey belies the
treachery of her size and depth, she con

EDNA G. nudging the HOMER WILLIAMS into her dock at Two Harbors in
June, 1980.
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are their tugs. Our journey is to Two Harbors,
Minnesota. Destination: the tug Edna G.
The road runs along the shoreline for most
of the way and passes by motels, resorts, the
granite outcrops of the Canadian shield broken
here and there by numerous streams, some
slowly flowing, some rapidly cascading down
the rocks to the ‘‘big-sea w aters” .
After twenty miles of this spectacular
scenery, the road junctions with the fourlane highway and you’re in Two Harbors.
Turn east off the highway, drive through
the busy downtown area over 2 sets of rail
road tracks by the D.M.&I.R. steam loco
motives and pull into the park with the wooden
picnic-viewing stand and there she is - the
Duluth, Mesabi and Iron Range Railroad’s
only ship, the 97-foot Edna G., nestled snugly
in her berth (it is a calm day today) in the
looming shadow of the huge twin docks of the
Two Harbors taconite facility.
Dwarfed by the towering ore docks, this
“ Grande Dame” of the north country looks
pert and perky in her yellow and maroon
paint job. Her rakish lines make her one
of the most photographed and beloved of Great
Lakes vessels. Her fame had spread far and
wide over the years and she has the honor of
being the only floating steam powered tug
boat listed in the National Register of Historic
Places.
She has been the subject of several photo
essays, and most recently was “ covergirl”
on the Duluth telephone directory for 1980.
She is retired now and sat out the 1981 season
looking fit and ready for action with a let-meat-them,
the-rougher-and-harder-the-towthe-better set to her smoke stack and masts.
The 85-year old “ lady” rocks slowly
in her berth as we remember her long history
of service to the D.M.&.I.R., the freighters
of the lakes and the Two Harbors area.
She was built in 1896 in Cleveland, Ohio
by the Cleveland Shipbuilding Company
and had a launching not to be forgotten.
She made quite a splash! “ When the splash
was over, she was nowhere to be seen. She
sank.” She was launched sideways, the
angle was too steep and into the harbor she
went.
Red-faced workers raised her later and
after fitting out, she went “ up the lakes”
to Two Harbors where the growing Mesabi
Iron Range was just starting to become the
largest iron ore deposit ever found.
In a stop-over at Duluth, she was christened
the Edna G. after Edna Greatslinger, daughter

of J.L. Greatslinger, president of the Duluth
and Iron Range Railroad, forerunner of the
D.M.&I.R. Her assignm ent since taking
her duty station was the shuttling of ore boats
between the docks of the D.M .& .I.R.’s Two
Harbors ore facilities. She has performed
that job well as all other jobs necessary to
be a good citizen in the Two Harbors comm
unity.
A closer look at some of her rescues in the
often foggy and icy storm-tossed waters
along the North Shore are briefly recounted
in these excerpts from Shipwrecks o f Lake
Superior by Dr. Julius Wolff of Duluth.
November 17, 1902 was a bad time on
board the steam er Robert Wallace, towing the
barge-schooner Ashland, both wooden hulled
remnants of the pre-m etal era. They were
downbound from Duluth when the 209-foot
Wallace ripped out her stern post and stem
pipe about 13 miles south of Two Harbors
and water was pouring into the stem . Since
the seas were calm, the captain and crew
took their yawl across to the Asland as the
Wallace sank beneath the surface of the lake.
The crew burned distress flares answered by
the Edna G. This is the first record I have
been able to locate of a rescue by our doughty
lady.
On June 4, 1904 the Niagara, a 130-foot
towing steam er ran aground on Knife Island,
a result of compass devils and dense fog.
The fog was so dense the people of Knife
River couldn’t see her, but the station tele
grapher of the D.M.&I.R. in his elevated
tower above the right-of-way was able to hear
her signals and finally saw her masts through
the fog. He telegraphed Two Harbors and
once again the Edna G. came to the rescue.
Just in time it turned out, as the grinding surf
made kindling out of the Niagara by the next
m orning

The storms of the winter of 1905 will not
be forgotten in the annals of Great Lakes
marine history. The Pittsburgh Steamship
Company, now U.S. Steel’s fleet, had several
ships on Lake Superior that night, with 5
vessels coming to their end within 15 miles
along Superior’s North Shore.
The Edna G. was sent the next day to the
wreck of the William Edenborn, who had
the barge Maderia in tow. The 478-foot steel
steam er was ploughing through the storm
when at 3:00 a.m ., her cable snapped and the
Madiera was adrift. Losing all sense of direc
tion, the captain of the Edenborn beached
the ship on the forested coast. She was “ run

PHOTO BY BOB BENKERT
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The pilot house.

so far aground” that 24 of her 25 crewmen
were safe. In no danger, they waited there
until a local fisherman hiked to Two Harbors
to have ‘‘the Company” send out the Edna G.
In this same storm, the Lafayette and the
Manila, steamer and barge respectively,
rammed into first the coast and then each
other. The Lafayette broke up in minutes,
however crews of both boats were able to
get ashore. When the Manila rammed the
beach, they jumped to land, got a rope from
the Lafayette to shore and the crew came
ashore hand over hand above the raging lake.
The Edna G. couldn’t get to them but went
back to Two Harbors to pick up dories. She
got the crews and returned to Two Harbors
rescuing all hands except for one who drowned
leaving the ship by rope.
On November 28, 1905, the Edna G. struck
bottom trying to free the new William E.
Corey, flagship of the Pittsburgh fleet, from
Gull Island reef where she was extremely
vulnerable to the raging storm. One of three
tugs, four ore carriers and lighters, the ships
put on a massive 12-day rescue of the Corey.
They finally succeeded on December 10.
On August 21, 1906, saw the Frank H.

Peavey run aground at Castle Danger and 2
days later, the Edna G. had freed her
sandy moorings.
In 1909, she ‘‘took a whack” from the
General Garretson and needed “ some ship
yard attention” .
In 1912, the railroad decided that they
needed additional protection for the huge
wooden ore docks, so the fire tug Torrent
was bought and brought to Two Harbors.
The captain of the Edna G., Joseph Cox turned
the tiller over to Capt. Henry Fox who cap
tained her for 30 years, except for her time
as a tug in the Navy in World War I.
The Edna G. became a ship of the U.S.
Navy in 1917, and sailed “ downbound” to
the Atlantic to serve on station at Norfolk,
Virginia with tug service on the east coast.
She served until discharged in 1919.
The 2 tugs served together after the war until
1925 when the Torrent was sold because of
the replacement of the wooden ore docks
by new steel one. She was sold to the Mil
waukee Fire Department.
From 1954 to 1980, the Captain of the
Edna G. has been Adolph Ojard, a rugged
seaman with unlimited ocean chief mate and
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Park Point, and he’d help the Anderson in.
At 2:00 a.m ., he radioed the Anderson to
come closer to the beach on a left wheel
and Capt. Beagle replied, “ Adolph, if I lay
her on the rocks, I’ll have your hide!” Well,
the line was attached and on her way in, the
Anderson was rolling so badly in heavy seas
that Capt. Ojard recalled that he could see the
“ entire deck and cabin area of the Anderson ”
during her inbound trip and they finally
got her berthed - stem first.
In talking about Edna G. 's handling char
acter, Ojard says that “ she handled like a
yacht” . She has a 1,000 h.p. double expansion,
coal hand-fired steam engine (reboilered in
1948, otherwise all original), that runs “ like
a sewing machine ’’.
In 1975, at the time of her Coast Guard
inspection, she was deemed “ healthy as a
horse and good for another 100 years” . When
asked several years ago how rough it had to
be before the tu g ’s crew would not venture
out, Capt. Gjard replied, “ Oh, pretty dam
rough! W e’re like your friendly banker, you
know. We are always there to give you a
helping hand! ”
A case in point is the most recent and
probably the last rescue done by the Edna G.

PHOTO BY BOB BENKERT

Great Lakes m aster’s papers who has sailed
a major part of the seas and oceans of the
world. Capt. Ojard sailed the Edna G. with
2 other crews until 1962 when the docks were
closed. He then tugged in Alaska until the
docks reopened. His brother, Edward, has
served as engineer and as another captain
for most of those years.
Since 1966, Capt. Adolph was at the tiller
many hours a day, doing his job, shuttling
the huge ore boats from one dock to the other
in calm seas or in the fierce winter storms.
I asked him what he recalled as his “ hairiest”
tow, and he replied that one of the most
interesting ones to come to mind was a tow
done in January of the early 1970’s.
The tug had been busy for some hours
that day jockeying the Roger Blough and the
Benjamin Fairless to their berths alongside
Docks 1 and 2 in the harbor. All the while,
they were in radio contact with Capt. Beagle
of the Arthur Anderson ( all 3 were U.S.
Steel vessels).
The Anderson, in the teeth of a fierce
noreaster with 60 m .p.h. winds, was wanting
to make a right wheel approach into her berth
at the dock. Capt. Ojard told the skipper
that he’d better head in and left wheel near

The engine room.
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Capt. Ojard’s reaction was, “ They’re all old
hands and they’re a very good crew!” , which
was typical of a captain and his men “just
doing their job.”
1980 was the last sailing season for the
Edna G. and also for Capt. Ojard, as he says,
“ When I retired, she retired” . At present,
plans are being formulated to give the proud
old lady a permanent berth at Two Harbors.
The Edna G. can be seen at Two Harbors
“ down by the docks” . Although tours are
not yet available, she is being kept in immacu
late shape, as is fitting for our only “ National
Register of Historic Places” tug.
For statistics collector’s, here’s the vital
information on the Edna G. , per Capt. Ojard:
Length
96 feet between perpendiculars.
Length overall
110 feet.
Beam
23 feet.
Draft
15 feet, 6 inches.
Rudder
15 feet high, 11 feet wide.
She swings a 9-foot 12 0 wheel and has a 1,000
horsepower double expansion steam engine,
hand-fired with coal.
This, then is the story of the Grande Dame
of the north, Lake Superior’s finest and Two
Harbors’ own Edna G.
□

PHOTO BY BOB B1

and her crew in late January, 1980. Frank
Johnson, a Two Harbors commercial fisher
man, was left adrift on Lake Superior in his
35-foot boat when a faulty fuel filter caused
his diesel fuel to be pumped into the bilge.
He was out of fuel by 2:30 p.m. After a call
from Johnson’s brother, Capt. Ojard and his
crew left the dock at 7:00 p.m. knowing
approximately where Johnson was going
to fish.
The six to eight foot seas and strong winds
increased the anxiety of the crew for their
friend. When Capt. Ojard tried radio contact
with Johnson, he found the fisherman could
hear him but couldn’t transm it. However,
Capt. Ojard heard a click when Johnson hit
his mike button, so he told Johnson to hit
his transm itter key twice if her heard him.
Then, following the same procedure, the
searchlight was turned on and after a 2-hour
snowstorm, lights from the craft could finally
be discerned. Using the same radio signed
system, Johnson was to guide the Edna G.
to his boat when he saw the light. Finally,
at about 10:30 p.m ., they reached Two Har
bors.
After a commendation from the railroad,

☆

Lube pumps o f the EDNA G.
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FIRE AND ICE OF
ST. IGNACE
by
PETER D. RISTEVICH

To travellers crossing the Big Mac Bridge
enroute to their northern Michigan holidays,
she is a familiar sight. She is usually seen
either plodding her way to or from St. Ignace
or tied up at her dock, Seagate open, swallow
ing yet another whole freight train for transit
across the Straits. The “ she" to which I refer
is the ancient coal burning train ferry Chief
Wawatam.
In 1910, the Mackinac Transportation
Company decided to replace their wooden
hulled ferries (Ste. Marie and St. Ignace)
with steel boats. For this purpose, Frank E.

Kirby, renowned marine architect, drew up
plans for the new ship. The Chief first entered
the water on August 26, 1911 at the Toledo
Shipbuilding Company yard. Upon completion,
she left Toledo for the Straits of Mackinac
and began her career on October 15, 1911.
The straits are known as the most wicked
winter crossing for railroad purposes. The
Chief is well prepared for these conditions.
She has a double plated ice breaking bow
into which reinforced concrete was poured.
This construction is s im ilar to the famous
Goodrich liner Alabama of 1909. Her propul

The CHIEF entering her St. Ignace slip in June, 1981.
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CHIEF loading cars at St. Ignace in June, 1981.
sion consists of three 3-cylinder triple expan
sion engines, 2 located aft and 1 forward
for a total horsepower of 4500. Steam is sup
plied by 6 single ended scotch boilers, 3 in
each of the 2 midship firerooms. These boilers
are hand fired, the last of their type on the
lakes. The working pressure of each is 186
pounds.
During the period of January 25-27 of 1981,
I was given permission by Capt. Roderick
Graham to make 3 crossings of the frozen
straits onboard the Chief. I had previously
made summer crossings, hut this was to be
my first winter experience. Since the Chief
no longer carried passengers and her galley
closed in 1966, the crew members of the
Chief arrive around 8:00 a.m . for the first
morning run. When they arrive, all are carry
ing lunch pails or brown paper bags. This
is what I forgot to bring aboard, but I was
to be kept busy taking pictures and walking
about the boat so as not to mind.
The Chief as of this writing, is a 7 day-3 trip
per day boat. The load of freight for transit
between the peninsulas is that great. This
day, Monday, as I make my way into the

aft engine room to join the crew, the talk is
of the previous day’s Super bowl. It seems
there is mutual accord that the wrong team
won that day. The ice in the straits that day
was between 8"-18,r thick. First Assistant
Alfred Thibault told me that when she was
new, the Chief's builders guaranteed her to
break 36” of blue ice and maintain 10 miles
an hour with a full load of freight cars.
On these trips, my two objectives are to
remain on deck and photograph the actual
ice breaking (for which I’m snuggly bundled)
and circulate between the engine rooms,
photographing and conversing with her
crew. It is interesting to note that the forward
engine is used in winter only. Its purpose is
to drive the forward propeller, pulling the
ice under the bow, where the weight of the
ship does the crushing. In winter, the straits
are nearly all sheet ice and the only problem
for an ice breaking vessel is to lose her momen
tum, therefore becoming stuck because she
can’t rise on the ice ahead of her.
With all cars loaded, the Chief backs slowly
out of her St. Ignace slip. One expects to
hear much more noise of the ice being broken
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It is story time. In the after engine room,
Alfred is telling about the Russian admiral
who came to St. Ignace around 1900 to observe
the Chief's wooden predecessor Ste. Marie (i)
at work. In Siberia, there was a similiar rail
way crossing to the Mackinac Straits. The
Russians ordered a similiar vessel from an
English shipyard. It was dismantled, reassem
bled in Siberia and began her career. Alfred
also points out that of all the ice breakers
on the straits, he considered Ste. Marie (i)
to be the most effective. I wondered why.
Then he recalled when both the Chief and
her spare running m ate Ste. Marie (ii) be
came icebound for a week in 1922. He ex
plained that in those days, there were no
Coast Guard regulations forbidding carrying
dynamite. During that time, when the Chief
carried passengers, they frequently evacuated
by horse and buggy team s or on foot. The final
stories were about the Chief being stuck for
100 hours in 1937. To me, it seemed an exciting
prospect from a photographic standpoint.
I made my way through the firerooms,
stopping to look at a picture of fireman Jim
McNamee’s wife and new baby. Through
the oval hatchway into the forward engine
room, I noticed that while the engine runs,
from time to time the rods stop for a brief

AUTHOR S PHOTO

and much more resistence. To my surprise,
neither occurs. The old Chief literally makes
mincemeat of the ice. The same holds true on
her way toward Mackinac City. Very little
sound and vibration is evident. Around the
halfway point of the trip, the Mackinac Bridge
comes into view. Outside of that, the view is
virtually unchanged since the Chief began.
This steady progress continues until we
begin making the big arc to point us in the
direction of the dock. The ice becomes pro
gressively thinner in our approach. The
Chief slows down to almost a crawl here.
The apron of the slip in lowered flush with the
Chief's cargo deck. I remember looking for
anchor ice in the ship, but not seeing any.
Approaching the dock is a tricky task. In the
fall of 1980, the Chief hit the crib, forcing
her to be out of service while the damaged
plates were replaced.
Once secured, the cars are unloaded by a
dock switcher. Three cars are unloaded at
a time, first from one side and then the other,
with the center car last. This time we will
return empty and when I begin to see a billow
of black smoke from her funnels and a throuty
call from her whistle, it is time for me to go
below and mingle with the engine room
personnel.

View of the Straits in January, 1981 showing the closure of the previous day's
channels.
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View of the CHIEF’S pilot house while underway. Capt. Graham is seated in the
background.

Port engine in the aft engine room looking forward.
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flash or slow down, then resume their normal
beat. Chunks of ice are hitting and being
deflected by the blades of the forward pro
peller, causing this slow action.
Here it is also explained to me that very
little has changed on the old boat save for the
major refit in 1965. It was then that her boilers
were given a complete rebuild at Manitowoc,
Wisconsin. New furnaces, combustion cham
bers and new tubes. All that remains of the
original ship is a piece of the outer shell.
The cost was $600,000. It was staggering
to imagine a refit of that magnitude at 1981
prices!
Upon arrival in St. Ignace, I decided to stay
for the day’s second trip. It is here that I will
complete photographing the pilot house
inside and out. I planned to use the Tuesday
morning run for the sheer pleasure and en
joyment. I got more than I bargained for.
The second Monday round trip and the
trip to Mackinac on Tuesday morning were
such that once the channel was cut, it closed
right behind us. Once the cars were unloaded,
the return trips found us in a channel that was
open water. From my station in the forward
observation room, I noticed that the old girl
can really pour it on with all 3 engines in

open water. After watching our progress for a
while, I went below to count revolutions.
I’m met by engine room crew members who
ask me what I think of the Chief on all
3 engines in open water. They are fiercely
proud of her, and I too find myself quite
taken with her. My count reveals 82 revolutions
and back at the desk in the engine room,
I’m gathering my belongings for my journey
home on 1-75. A couple of the crew members
tell me to be careful as that morning they heard
that Gaylord had 6 feet of snow on the ground.
I believed and am in apprehension until
general laughter shows that the mischievous
oilers have put one over on me.
My last act was to return to the captain’s
office to thank him for the privilege of the
3 trips. We discussed the Chief's speed in
open water and he told me that her engines are
still good for over 100 revolutions and close to
20 miles an hour.
I said my goodbyes, my trip completed and
my film exhausted. I took the first of many
“ last looks’’ at her before heading home.
Ever mindful of the “ 6 feet of snow in Gay
lord” . I leave content in knowing that some
time later on, I shall return once again in the
summer to cross the Straits on the Chief. □

Leaving Mackinaw City in January, 1981 and the Seagate is in the process of
lowering.
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THE RACE TO
BUFFALO HARBOR
by
CARL A.NORBERG

Sailing ship captains in the grain armada
were not run of the mill lumber hookers.
The iron ore fleet, the ordinary plodding
vessels with worn out sails and leaking hulls,
were short handed and short of grub. Sail
carriers they were, as hard as nails from the
old school. The stronger it blew, the better
they liked it. Orders were executed by mates
of the same cloth and a crew was chosen
for their drive and endurance. There was
sheltering from the biting wind in the lee of a
deckhouse. Frigid waters broke over the bow
as numbed fingers struggled with icy sheets
and halyards. The most bitter port of all
was the straining lookout, half frozen in the
foredeck or aloft searching the seas for a
sign of ice floes or a point of land or in the
leeward chains swamped with breaking seas.
A man was heaving the lead line and calling
out “ six fathoms, five, four. . .then no bot
tom ’’ while the skipper has spread out the
rough sketch they called a chart on the galley
table as he strives to clear the treacherous
granite boulders of Waugoshance Reef.
Only sound ships with a B-l rating or better
were permitted to carry grain by the Chicago
Board of Trade. Through much of this era,
freight rates were fabulous, vessels were
fitted out with the best like yachts. On March 5,
1880 the Detroit Free Press reported the
schooner City o f Chicago had just been char
tered from Chicago to Buffalo to load wheat
at seven cents a bushel and the schooner
John Kilderhouse was taking oats at 5 Vs cents.
A record time on the run to Buffalo was a
proud achievement a skipper enjoyed in
marine circles for the rest of his life. There

was often a record bonus and extra pay for
the crew on early spring and late fall trips.
But pride lasted a lifetime, when a new hat,
the barroom toast and the marine reports
became faded memories.
Capt. Henry Harris of Woodville, New
York recaled when he was mate and Peter
Lowe was seaman and they met with a Great
Lakes News reporter in 1927 and relived
their record run in 1882 as if it were yesterday.
It was aboard the schooner Nevada arriving
in Buffalo 81 hours after departing Chicago
with grain. This time figured to 11.02 statute
m.p.h. over a steamer course of 893 miles.
Another hard bitten, hard driving master,
Capt. James Easson of Racine, Wisconsin
drove the bark A.P. Nichols to a late fall record
for the owner A.P. Dutton. Nineteen thousand
bushels of com arrived in Buffalo 86 hours
out of Chicago on November 30, 1869, only
2 hours before the marine insurance expired
for the season. Boiling into the St. Clair
River with a fair breeze and all canvas as tight
as a fiddle string, she refused a tug and set
the wires buzzing with her passage thus far.
Five hundred people on the Buffalo docks
were waiting to give her a tumultous wel
come. Capt. Easson was toasted from Buffalo
*dl the way back to the Racine Exchange
Bar as a champion of the inland seas, reported
E.W. Leach of the Racine Journal News
in an interview with Capt. Easson in later
years. As the broom of victory (declaring
a clean sweep of the seas) was raised to the
main trunk of the bark A.P. Nichols, Capt.
Easson’s eyes were moist as he realized
he had come a long hard way. Bom in Perth,

PHOTO COURTESY OF C.E. KREMER
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The port of Chicago in 1869. More vessels arrived and departed in 1882 than the
ports of New York, New Orleans and San Francisco combined.
Scotland in 1832, he was enrolled aboard
the British navy training ship Cape Horn
at the tender age of 10. At 14, he ran away
and with his older brother Larry, was spon
sored by Nicol Lamont for a new life in the
U.S. They arrived on Lake Michigan aboard the
schooner Amelia via the St. Lawrence River
and ferried ashore at Racine. After a lifetim e
on the lakes, never forgetting that great day
on November 30, 1869, he died in Racine
in 1920.
No race to Buffalo could have been more
close than the bow to bow contest between
the bark Northwest, 625 tons and in her first
season and the bark Oneonta, 599 tons. Both
were heavily laden with grain and departed
the Chicago Light together. At first light the
next morning, Capt. McLeod of the North
west searched the horizon and scowled when
he found his adversary a mile to starboard.
“ Mr. M ate” , he burst out with irritation,

“the breeze is going aft. . .ease all canvas.”
The race was on! Those two vessels were
never out of sight of each other all the way
around the “ horse shoe” to the St. Clair
River where the same tug picked up both
craft. Set free on Lake Erie, they continued
their bitter struggle to Buffalo, where the
Oneonta entered the harbor mouth only
a few minutes ahead of the Northwest. That
was just plain bull headed rivalry. News men
in the 70’s rated McLeod and his successor
on the Northwest, Art Atkins and Capt. Calvin
Carr of the Champion as a trio hard to equal.
A memorable passage was made by the
schooner C.C. Barnes, laden with 38,000
bushels of grain. Paid freight was 10 cents
a bushel in freezing weather with a shanghied crew that was paid a fabulous sum of
$100 each for five days sailing. The time
made by the Barnes was 117 hours, according
to Hall’s Record of Lake Marine. For a m aster
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for Buffalo. It was a late start for a long voyage,
but Capt. Delbert Estell was tempted by the
chance of high reward. But on the 17th, a
bitter cold nor’wester struck upper Lake
Michigan and she was driven ashore in a futile
effort to make Manistee, Michigan. The ship
was sinking and the centerboard frozen.
Rescue could not be effected before she
broke up with the loss of 3, including the
captain.
The most irresistable challenge of all and the
most hazardous and often most rewarding in
gold, was made by the first fleet to leave
Chicago in the early spring. With no arrivals
of grain from the middle west during the winter
months, Buffalo prices were high and sailors
were broke. All hands were anxious to make
“ quick tim e” on the season’s first run In
January, the grain fleet would be lying in the
Chicago River, which seldom froze solid.
Grain coming from the midwest fall harvest by
rail, would fill the elevator bins to overflowing.
Up to 50 vessels were loaded as the weeks went
by. Pressure mounted to get under way the
moment the Straits of Mackinac were free of
drift ice. Captains and skeleton crews went
over every foot of running rigging, every
stitch of canvas. Chicago newspapers would
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ful tale by W.O. Stubig, see Inland Seas
quarterly, volume 2, 1946. These late season
bonanzas were a calculated risk of many
kinds, one of them being frozen on Lake
Ontario in 1862. A fleet, including the schooner
Badger State were ice bound for months
until the first thaw. Crews survived on the
grain carried in the hold.
The wager of a new hat, a favorite award
for a winning skipper, was presented in 1877
to Capt. Daniel Mitchell when he sailed
the schooner Bonnie Doone to Buffalo in 117
hours with a cargo of wheat. The vessel, con
sidered a smart sailor, was owned by Gillot
and Fraser was reported by Hall’s Record.
It was not always a toast of admiration
for the winning vessel. Tragedy instead stalked
the path of a gallant ship. In 1871 the schooner
J.L. Hurd loaded with 28,000 bushels of corn
was struck by a violent gale at Manitou Island
while on voyage from Chicago to Buffalo.
The vessel and the entire crew was lost when
she foundered in deep water, except for the
captain, who miraculously clung to a piece
of wreckage until picked up by a passing
vessel. Another tragic loss when the Hattie
Estell, 311 tons, departed Chicago on Novem
ber 15, 1891 with 20,000 bushels of wheat
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The NICHOLS after she became a 3-masted schooner instead of a bark. The square
sails on her foremast were replaced by fore and aft sails.
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report: “ Many craft, deep laden with grain,
are being moved down the river to be nearer
the harbor entrance when the news comes
‘the Straits are open’. In the old times, the first
boat through the Straits was a marked craft
among his fellow navigators. It was nothing
to go up to the Straits and buck ice for a week
to get through in claiming that honor’’.
Newspapers reported that in 1873, Chicago
wintered 435 vessels of which 48 cleared the
harbor mouth in a single day. In 1880, 36
vessels laden with 900,000 bushels of grain,
left port within hours after the word was
received. As one paper put it: “ The solitary
sentinel of the numberless vessels and cargoes
which will be afloat in the coming season now
scans the expanse of ice at the Straits from the
Lake Marine News Station at Mackinaw
City.” When the long awaited telegram
arrived on the Chicago waterfront, final
crews pile out of rooming houses, last supplies
are hurriedly stowed while tugs get hold of
3 or 4 vessels at a time for open water. Long
before the tow lines are let go, every hand
aboard and the cook, labored to crowd on
sails as the vessel gathered way. Off for the
Straits. . .Buffalo here we come!
While some stretches of Lake Michigan may
be open, miles of jagged ice packs could
be encountered that might send a fine vessel
to the bottom in minutes. W itness the case
of the schooner Gertrude in 1869 and the
schooner Richard Winslow in 1897 and the
schooner-barge Northwest in 1898, all sunk
in the Straits. Recalling these gallant vessels
bound for Buffalo, a nostalgic marine writer
in 1897 talked about the grain fleet:“ Sailors
will point to them as the crack boats of their
time. When they came out, they were the
pride and wonder of marine men. Their races
to the Straits with cargoes of grain were more
exciting than any yachting regatta. When the
wind went southward, they started 50 strong
and headed proudly for Manitou Island.
Their sails were new and white, their masts
were scraped, decks scoured and when they
sailed past Grosse Point (Evanston, 111.) they
made a beautiful marine picture. The first
man to reach the ice was as proud of his ship
as himself. Those were the days when a
captain was a captain, for he generally owned
his own boat and sailed as he willed.“ (Great
Lakes History, Vol. 1, page 393).
Ice again controlled the fleet when a large
number of craft were forced to anchor off
Buffalo waiting for ice to clear the harbor.
It was not until May 5, 1867, before they

could enter to discharge cargo.
Early spring and late fall almost assured
a fresh nor’westerly which was just about
a fair breeze from Chicago. The course to
lay was Point aux Bee Scies (Point Betsie),
then Manitou Passage to Skilligalee (Ile aux
Galets) until sheets were eased for a great
sleigh ride down Lake Huron.
All this was the height of sail on the Great
Lakes. Fortunes were made delivering the
grain to eastern markets and Europe. Sail
was the cheapest way. Shipyards were building
boats night and day. Each year new vessels
were built to carry larger cargoes. Bigger
and higher grain elevators with power con
veyors replaced “ Irish Power” in lifting
the golden wheat, corn and oats to a height
for rapid vessel loading. Finally grain was
graded by strict standards so that the ship
ments could be intermingled. In 1880 Chicago
shipped by water, 21,759,000 bushels of grain
to the east. During 36 hours in September,
1860, 92 grain laden vessels passed Detroit
bound east: 10 propellors, 10 barks, 8 brigs and
63 schooners with a total of about 1,104,000
bushels. By the early 80’s propellors on the
lakes and cross country railroads overland were
biting into the tonnage carried by sailing
vessels. Steamers were faster, larger and
traversed a much shorter route than sail,
which was at the mercy of calms and head
winds.
The small brig Osceola loaded the first
bulk shipment under sail from Chicago in
1839 when 1679 bushels of wheat flowed
from the Newberry and Dole elevator destined
for Buffalo and the Erie Canal. Historians
like Capt. Cams claim it all ended when the
747 ton schooner Lizzie Law in 1884, delivered
the last cargo of grain under sail from Chicago
to Buffalo. The author has noted numerous
but diminishing exceptions over the following
10 years. The summary of some of the fast
grain runs between Chicago and Buffalo,
a distance of 893 statute miles, are listed
below:
1. Bark Canada: built 1854, 70 hours or 11.16
miles per hour.
2. Schooner Nevada: built 1882, 81 hours
or 11.02 m .p.h.
3. Bark A.P. Nichols: 1869, 86 hours or 10.38
m .p.h.
4. Bark Summer Clowd: 1865, 94 hours or
9.5 m.p.h.
5. Schooner Sunrise: 1877, 104 hours or
8.59 m.p.h. In 1868 when rigged as a bark,
she was the first boat into Buffalo.
6. Schooner David Vance: 1877, 104 hours
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led the demise of the sailing vessels on this
run and were forced to carry less glamorous
cargoes like iron ore, coal and lumber.
Sources of information of the above 13 fastest
runs are:
1. Probably from Chicago Times newspaper
from my 1927 notes on cold Saturdays during
the winter at the Chicago Public Library.
2. Great Lakes News.
3. Feature article in the Racine Journal News.
4. Detroit Free Press on October 6, 1865.
5-7, 11, 12: Hall's Record of Lake Marine
in 1877.
4, 8, 13: contributed by C. Patrick Labadie
at the Canal Park Marine Museum in Duluth.
9. Great Lakes History p. 286.
10. Inland Seas Quarterly, G.L.H.S., Vol. 2
in 1946.
Of Brigs and Barks
There were only a handful of full rigged
barks on the lakes and they disappeared early.
The rig that survived was a true barkentine,
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or 8.59 m.p.h.
7. Schooner Mears: 1877, 113 hours or 7.9
m .p.h.
8. Schooner Charles Foster: 1883, 114 hours
or 7.83 m.p.h.
9. Schooner Bonnie Doone: 1852, 117 hours
or 7.63 m .p.h.
10. Schooner C.C. Barnes: December 1888,
117 hours or 7.63 m .p.h.
11. Schooner David Vance: 1877, 120 hours
or 7.44 m.p.h.
12. Propellor George T. Hope: (steam) 1558
tons, launched in 1883. Traversed 986 miles
from Duluth to Buffalo in 1885 in 103 hours
50 minutes with 75,400 bushels of wheat
to average 8.62 m .p.h.
13. Propellor Thomas W. Palmer (steam):
837 tons, launched 1880. Covered Chicago
to Buffalo in 107 hours or 8.35 m .p.h. in 1883
with a load of grain.
These 2 steam ers were mentioned for comparisions with sail. They were new and signal
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The beautiful painting o f the schooner MOONLIGHT was done by George Cuth
bertson. Her many famous runs were legions on the Lakes.
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from Hall's Record of Lake Marine. No. 4 and
which Great Lakes sailormen always called
7 from C. Patrick Labadie. No. 6 from History
barks. Only the foremast was square rigged,
of the Great Lakes.
(a powerhouse for scudding before a fair
Space doesn’t permit a review of some of
wind) and the main and mizzen masts were
the all time shorter records for speed and
fore and aft rigged. Even they were rerigged
competition in the era of sail. Unbelievable
in the 1860’s to become 3 masted schooners.
performance of vessels designed by Wil
There were only a few early full rigged brigs,
liam B. Bates is a story in itself. Yam after
both masts of which were square rigged.
yam could be spun of fast craft under driving
The last genuine brig was the Robert Bum s,
master. It was in their blood. They postphoned
lost in the Straits of Mackinac in 1869 with
the ultimate day when steam ers became
all 10 crewmen. Like the true bark, they
the m asters of the inland seas.
were clumsy to sail in tight quarters and many
As the fading fleet of lumber hookers
were lost ashore. What survived, called
disappeared one by one in the early 1900’s,
a brig on the lakes was square rigged on the
large schooner yachts began reeling off the
foremast and fore and aft rigged on the main
miles on Lake Michigan competing in the
mast, a true brigantine. Then the use of square
annual Chicago to Mackinac Island race.
rigs gave way entirely to schooner rigs, more
The 2 masted schooner yacht Amorita 69
handy in a tight place and with a smaller
gross tons and over 100 feet long, set an
crew. Perhaps half of the 3 masted schooners
all time record in 1911 unequaled to this day.
carried a single yard on the foremast upon
With a crew of 20, she set great clouds of
which a temporary square sail or “ runner”
canvas in strong favorable winds , covering
was set when sailing with the wind well aft.
the 332 miles in 31 hours and 14 minutes by
Above that same yard could be set a triangular
the Commitee’s chronometer, a speed of 10.66
“ raffee” , found only on the lakes.
m .p.h. In 1910 the slightly smaller schooner
Round Trips Records Eagerly Sought
Speedy return trips to Chicago, often with
Valmore was recorded at 31 hours and 24
pay loads, were a source of wide public in
minutes, while the Amorita was clocked at
terest and marine reporters kept a weather
32 hours and 11 minutes over the same course.
eye for newsworthy comments. It further
In 1913, to celebrate Chicago’s Centennial,
proved the all-around capabilities of the
the famous Nova Scotia Grand Banks fishing
ship, master and crew. Here are some ex
schooner Bluenose, measuring 130 feet overall
amples we found that have survived the years
and 99 net tons, sailed the same course in
for round trips from Chicago to Buffalo:
54 hours and 32 minutes along with the Mac
1. Schooner
Pensaukee: 14 days in1877.
kinac race fleet. At times she spread 10,000
2. Schooner
J. W. Doane:
14 days in 1877. square feet of canvas but light head winds
3. Schooner Annie M. Peterson: 13 days
made it a slow trip. Given “ schooner” weather
in 1877.
she undoubtly would have set the fastest
4. Schooner
Higgie: 440
gross tons,built time on record for a sailing craft. This writer,
in Sheboygan, Wisconsin in 1872. H ere’s
competing in the same race with his 39 foot
what one reporter wrote: “ The schooner
sloop Victory, trailed the winner Chimon
Higgie has just distinguished herself by
of Toronto and the American schooner yacht
making the most rapid round trip on record.
Malabar X of Charlevoix, Michigan. And what
She left Chicago on October 27th for Buffalo
do you know, when we anchored at Mackinac
and returned Tuesday, November 7th, making
Island, there was Chimon with a new broom
the round trip in 11 days and 18 hours, in
set at the masthead, just like the bark A.P.
cluding 8 hours at anchor in the Straits and 34
Nichols ar Buffalo in 1869!
hours in Buffalo unloading grain and loading
The Last Word: Big, Bigger and Biggest
coal. This is the fastest time ever made by
Lake Log Chips from Bowling Green State
a sail vessel between Chicago and Buffalo
University on August 22, 1981, released
and places the Higgie up in the front ranks
news of an all time record for water borne
as a runner.” 11/15/1882.
wheat on the Great Lakes by the new steamer
5. Schooner David Vance: 13 days on 2 trips.
Lake Wabush. She cleared Thunder Bay,
6. Schooner Sam Ward: Chicago to Buffalo
Ontario for Baie Comeau with 1,024,383
with grain, then to Erie for coal and returned
bushels. This is very close to the total volume
to Chicago all in 12 days. She duplicated
carried by the 92 grain vessels which passed
this same route in 13 days a second time,
Detroit in 1860 and 610 times as much as the
both under Capt. Carlton Groves.
first grain cargo loaded on the brig Osceola
Data sources for above information: no. 1-3
at Chicago in 1839!
□
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Sep. 1. . .From Thunder Bay comes a report that the gram handlers went on strike this morning at
the Cargill Grain Limited Elevator.
Sep. 2. . .1,600 grain workers went on strike at the grain elevators at Thunder Bay.
. . .The British vessel Sandgate went aground in the Detroit River between buoys 29D and 23D.
The grounding occurred about 7:00 a.m. in fog and she wasn’t blocking the channel. Later: she
was refloated with the aid of 2 Gaelic tugs at 7:00 p.m.
Sep. 4. . .Sandgate was inspected at Port Colborne, Ontario. No damage was found and she
proceeded to Montreal.
Sep. 5. . .Ford’s John Dykstra arrived back at Dearborn with a load of iron ore from Seven Islands,
P.Q.
. . .Ford Motor Company layed up the Benson Ford at the Rouge River Basin.
Sep. 11. . .The fire damage on the Montcliffe Hall has been repaired and she returned to service.
Sep. 12. . .Montrealias cleared Port Weller Dry Docks after a survey.
Sep. 13. . .A tentative agreement has been reached at Thunder Bay between the union and
the grain companies.
Sep. 15. . .As the Canadian seIf-unloader E.B. Barber was moving upstream from the MacArthur
Lock with a load of limestone for Thunder Bay, she collided head-on with the 1,000 footer Lewis
Wilson Foy, which was downbound and about to enter the Poe Lock. The Foy loaded with taconite
for Bums Harbor was holed 3 feet x 4 feet in her starboard bow, 12 feet above the waterline.
The Barber suffered only scratches. The Coast Guard will investigate.
Sep. 16. . .Grain handlers at Thunder Bay have voted in favor of a new contract.
Sep. 18. . .The Japanese vessel Silver Magpie went aground in the St. Clair River on the Ameri
can side near Marysville, Michigan. She had just left Sarnia and was turning around to go down
river when she went aground. The next port of call was Cornwall, Ontario.
. . .Upper Lake’s Canadian Progress anchored in Lake St. Pierre in the St. Lawrence River due
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to engine trouble this morning. She was under way by mid-afternoon and after a clutch problem
was repaired. She was headed for Hamilton, Ontario.
.An oil slick coated the Detroit River in a strip from the eastern end of Belle Isle to Zug Island.
The U.S. Coast Guard considered the slick a minor one.
Sep. 19. . The Silver Magpie was freed with the aid of 4 tugs. She was built in 1975 and is owned
by K.K. W estern Carriers of Japan.
Sep. 23. . .The Greek vessel Armonia struck Section 51 in Quebec Harbor while docking in 20-knot
north-east winds. She has been holed above the waterline and an oil leak has developed.
. . .The Canadian Coast Guard cutter Rapid has been ordered to leave Prescott, Ontario by the
middle of October. She will have to leave her old station in Goderich by October 7. She will be
decommissioned and replaced by a new vessel.
. . .From Sandusky, Ohio comes a report that an effort is under way to bring the old ferry G.A.
Boeckling back to Sandusky, where she will be restored and converted into a maritime museum
and floating attraction in downtown Sandusky. The Boeckling was built in 1909 and ran for 43
years from Sandusky to Cedar Point. In 1952 she was sold to Peterson Builders of Sturgeon Bay,
Wisconsin, who have used her as a floating warehouse since then. She was named for Mr. G.A.
Boeckling, who bought and developed the original Cedar Point amusement park.
Sep. 24. . .The Dutch registered vessel Valkenier arrived in Grand Haven, Michigan with a
turbine generator for the J.B. Sims power plant. The last foreign ship to moor in Grand Haven
was the Nordorholm from Germany in August, 1955.
Sep. 26. . .The Canadian bulk carrier A.S. Glossbrenner struck the Canadian tug Tusker and the
barge D.D.S. Salvager at Port Colborne. Apparently it was caused by a power failure. The barge
was being converted to haul bulk cement between Duluth and Thunder Bay.

DOSSIN MUSEUM

COLLECTION

Sep. 29. . .Robert Koch struck the concrete abutment at Bridge No. 5 of the Welland Canal.
She was apparently drawn over by the wake of a passing freighter.

A n effort is underway to bring back the BOECKLING to Sandusky, Ohio and
restore her in the downtown area.

JAN
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Gaelic Towing's tug TIPPERARY upbound in Lock 7 of the Welland Canal on
May 25, 1981.

Oct. 1. . .The new passenger ship, Canadian Empress, struck a rock in the Rideau Canal and was
holed on her maiden voyage. The 51 passengers were removed. Damage wasn’t extensive and
repairs will be made in a nearby lock.
Oct. 2. . .Quebec Radio reports that the Algobay was reported aground in the St. Lawrence
River at St. Nicols. No assistance was required at this time.
Oct. 3. . .The Greek vessel Saronis went aground at Bouy 114 in the St. Lawrence River. She was
outside the north side of the channel and has called for tugs.
Oct. 4. . .Saronis was refloated with the aid of 3 tugs and went to Sorel, P.Q. for survey. She was
on a voyage to Cuba.
. . .U.S. Steel’s Irvin L. Clymer arrived at Conneaut, Ohio with a load of stone. When she was
ready to unload, the boom belt moter failed and repairs were underway.
Oct. 5. . .Salvage operations were completed on the Canadian m /v Yvon Simard and she was
moved to Marine Industries Dock in Sorel, P.Q. Because of the cost of repairs would exceed her
value, her owners have decided to scrap her.
Oct. 6. . .Upper Lakes Shipping has purchased 13 acres of land at Port Colborne from Algoma
Steel. An additional 120 acres have been leased from the St. Lawrence Seaway Corporation.
There are no present plans for developing the area at the present time.
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Oct. 8. . .With repairs completed, the Irvin L. Clymer unloaded the stone and departed.
Oct. 9. . .The Silverdale lost her steering while headed up the Welland Canal. She strayed into
the old canal cut at Port Robinson and anchored for repairs.
Oct. 10. . .C.S.L.’s seIf-unloader Jean Parisien went aground in the American Narrows of the
St. Lawrence River near Alexandria Bay, New York. She was loaded with coal for Quebec City
and was blocking the channel. Some bottom damage was reported and there is fog in the area.
Oct. 12. . .Jean Parisien was refloated after 33 hours with the aid of 3 tugs. She was towed to
an anchorage near Clayton, New York for inspection and where temporary repairs will be made.
About 25 ships were delayed by the grounding.
. . .U.S. Steel’s seIf-unloader Rogers City arrived at the Verplank Coal & Dock Company in
Grand Haven, Michigan to unload 11,000 tons of salt.

PHOTO BY MIKE CRAWFORD

Oct. 13. . .Halco’s tanker Ungava Transport went aground in the St. Lawrence River near St.
Zotique, P.Q. and was refloated later in the day with the aid of 3 tugs. She was on a loaded voyage
from Clarkson, Ontario to St. Romuald, P.Q. with gasoline. No damage was reported.

Two Gaelic tugs assisting the SANDGATE after she grounded in the Detroit
River.
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Oct. 14. . .Algoma Central’s Algosoo arrived at Construction Aggregate’s sand plant in Ferrys
burg, Ohio to load 24,500 tons of sand.
. . .The tug John Purves towing the barge M el William Selvick (ex-Samuel Mitchell) lost control
of the barge at Port Huron, Michigan. While trying to regain control of the barge, the barge was
forced into the old Peerless Cement Dock, where she was holed in her forepeak and steam section
After temporary repairs were made, both the tug and barge returned to Detroit where the cement
cargo was taken off. After discharging the cargo, the Selvick headed for drydocking at Toledo.
They were originally headed for Holland, Michigan.
. . .Columbia’s bulk carrier arrived at Bay Shipbuilding to be converted to a seIf-unloader.
. . .Red Wing cleared the Port Weller Dry Docks.
. . .Upper Lake’s new vessel Canadian Pioneer began sea trials.
Oct. 15. . .Two hundred employees of Fraser Shipyard in Superior, Wisconsin staged a wildcat
strike to protest an employee’s car being towed away from the company’s lot. Fraser promptly
fired the strikers for insubordination. The employee had parked his car in the foremans’ parking
lot.
Oct. 16. . .The Bayship built barge Oceanport departed the Bayship yard on her first trip with
the tug Gulf Commander.
. . .The Canadian bulk carrier Wheat King, idled much of this season, was drydocked at Port
Weller.
. . . Canadian Pioneer has serious vibration problems and returned for repairs.
Oct. 17. . .Columbia’s seIf-unloader W.W . Holloway arrived at the Verplank Dock where she
unloaded 10,674 tons of crushed limestone. After unloading, she moved over to Construction
Aggregate dock and loaded 10,000 tons of sand.
. . .Jean Parisien at Vickers for repairs sustained in the grounding
. . .The Canadian seIf-unloader Conallison, ex-J.R. Sensibar returned to service after a lay-up
in Toronto. She is apparently chartered to Westdale. Plans to have her haul coal to Quebec City
fell through due to the decline in the overseas market and therefore she was idled.
Oct. 18. . .The Holloway was held up in Grand Haven because of severe weather on Lake Michi
gan.
. . .Strong southwesterly winds at Ferrysburg have caused a barge, owned by Construction
Aggregate, to part her mooring lines and drift up river. The barge had to be scuttled and beached
to prevent her from d a m a g ing nearby oil lines.
. . .Columbia’s bulk carrier Middletown arrived at Bay Shipbuilding where she will be converted
to a seIf-unloader.
Oct. 19. . .Ford’s Benson Ford was fitting out at the Ford Basin.
. . .Ford’s Ernest R. Breech and John Dykstra are on a Seaway trip.
.Holloway cleared Ferrysburg when the weather cleared on Lake Michigan.
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Oct. 20. . .Grand Haven, Michigan is presently being considered by state and local officials
as a port for the new cross-lake tug-barge system. Milwaukee has already selected a term inal site.
Grand Haven’s port designation is pending further studies on area impact and cost.
. . .Maurice Lyons of Port Colborne has been transferred to a Toronto hospital from a Windsor
hospital. Mr. Lyons was injured while repairing a diesel engine aboard the Silverdale on Octo
ber 16th. The Silverdale was at the J. Clark Keith Power Plant in Windsor unloading coal when the
accident occurred.
. . .Robert Carr of East Lansing, Michigan heads a group that has deposited $20,000 for the
South American. They would like to move her from the New Jersey salvage yard where she has
been for a number of years and dock her at Mackinac Island as a perm anent floating hotel and
restaurant.
. . .The Canadian m /v Anne R.D. has a main gearbox failure near Alpena, Michigan. She has
requested tugs.
Oct. 21. . .The Anne R.D. has been towed into Alpena for repairs.
. . .Upper Peninsula Shipbuilding Company of Ontonogan, Michigan has floated their Hull 1.
This tug for the state of Michigan is the first in the state’s program to replace the Lake Michigan
carferry service.
. . .The Canadian seIf-unloader Erindale was layed up at Toronto. She has been idled there

PHOTO BY BERT COZENS
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The SILVERDALE and ERINDALE tied up at Toronto in September, 1981.
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The OCEANPORT underway from Bay Shipbuilding yard. She measures 550 x
78x50 and has a cargo capacity o f34,300 short tons.
with bow damage.
. . .Manchester Challenge, the former Dart America was at Montreal on her first trip under
the joint Dart, C.P. and M anchester service. She has 1,800 container capacity.
Oct. 22. . .The St. Lawrence Seaway repair vessel Gatelifter No. 1 was towed up the Welland
Canal by the tugs Glenside and Glenbrook. They are bound for Port Maitland, Ontario where the
Gatelifter will be scrapped.
. . .From Bay City, Michigan comes word that the 146 year old Trombley house was moved by
barge up the Saginaw River to Bay City’s Veterans Memorial Park where it will become the focal
point of a historic village. The house was the first wood frame home built in Bay City.
Oct. 24. . .The tug Gulf Commander and barge Ocean Port went aground in the St. Lawrence
River above Bouy 152 in the north side of the channel. They later freed themselves.
Oct. 26. . . Gulf Commander and barge Ocean Port passed Seven Islands outbound.
. . .The tanker Leon Simard struck the yacht Medicine Man in Lock 4 of the Welland Canal
when she didn’t stop in time. The yacht took on some water but the damge was not fatal.
. . .Tugs Shiela Moran and Ohio towed YRBM 35 and YRBM down the Welland Canal. They
are U.S. Amry floating barracks.
Oct. 27. . . Canadian Pioneer resumed trials.
. . .A beautiful old ocean tanker, the Crania headed up the Welland Canal. This was possibly
her first trip to the upper lakes. She was built in 1955.
. . .The small Canadian freighter Ninia was under arrest at Montreal due to crew complaints
of no payment of back wages.
Oct. 28. . .Benson Ford cleared the Ford Basin on her first trip after coming out of lay-up.
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.Canadian Pioneer loaded her first cargo when she loaded coal at Conneaut, Ohio for the
Hydro Power Plant at Nanticoke, Ontario.
.D.D.S. Salvager was towed down the Welland Canal by tugs Glenside and Stormont. She s
apparently to load at Clarkson, Ontario for her first cement run.
Oct. 29. . .A sad day for all lake shipping fans. The Canadian bulk carrier H.C. Heimbecker
has unloaded her last cargo at Owen Sound and cleared for the scrapyard at Ashtabula, Ohio.
. . . Wheat King off Port Weller Dry Docks and resumed service.
Oct. 30. . .Golden Hind entered the drydocks at Port Weller.
Oct. 31. . .H.C. Heimbecker stopped at Goderich, Ontario when a crew m ember died and then
resumed her final voyage.
MISCELLANEOUS. . .
The m /v Opal has become the property of Atlantic Salvage Inc. of Halifax, Nova Scotia. After
salvage she was sold to Carfain Steamship Corporation of Liberia.

The HEIMBECKER, shown here near Homer Bridge in June, 1980, will be scrap
ped at Ashtabula.
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. . .Great Lake s Towing Company tugs Montana and Pennsylvania were at Erie-Presque Isle
Bay on July 27, 1981 to move the Arthur B. Homer back to her lay-up dock at the Perry Shipyards
from the Perry Stone dock. High winds prevented the move and the tugs were forced to tie up
at the Litton Shipyard Docks and wait for weather to clear. The move was finally completed on
July 30,1981.
. . .Ann Arbor Railroad carferry Arthur K. Atkinson returned to service on July 25, 1981 The
carferry City o f Milwaukee was layed up after the Atkinson returned to service.
. . .The carferry Sunshine Coast Queen ex-Vacation, ex-Jack Dalton, ex-Pere Nouvel has been
sold by British Columbia Ferries to Quesnel Redi-Mix Cement Company Limited. They have
not indicated their purpose in purchasing the vessel.
Seaway Salties Scrapped. . .Medicine Hat at Brownsville, Texas in May 1981 as Yanmar. Harpefjell as Seahorse at Gadani Beach in January, 1981. Thorshape as Liu Pan Shan at Gadini Beach in
1980. Notos as Ferngrove enroute to Karachi for scrapping. Leto as Pearl Delta arrived at Gadini
Beach on February 9, 1981. Maria Teresa in Pakistan as D. Marietta.
Casualties. . .Catherine Sartori caught fire at Palemo on November 11, 1980 as Dinis. Virgilia
abandoned as Maria on May 20, 1981 with an engine room fire and explosion in the Red Sea.
She was later beached.
Renames. . .Jan Ten Dovrnkatt now Nada G., Elsie Winck now Cathy P., Delphic Sky now Antoniz, Chatwood now Eternal Peace, Continental Shipper now Unistar, Tilly Russ now Tilly,
Nordfarer now Golden Ryada.
January Meeting. . .
The January thaw will be stirring restless
yearnings of photographers and ship lovers
and on January 29, 1982, the rivers and lakes
will clear briefly for the passage of the self
unloaders of the Great Lakes. David Glick
will present a photo-essay tracing the developement of the Great Lakes self-unloaders
from the first Hennepin and the first Wyan
dotte to the 1000-foot behemoths of the 1980’s.
Mr. Glick’s main hobby has been Great
Lakes history which has provided him many
hours of pleasant research and many good
friends. He is a member and past officer of
numerous marine historical societies. Dave
is the Vice President for Education at Green
field Village and Henry Ford Museum in
Dearborn, Michigan where he has filled
many responsible positions in the audio
visual field and education since 1954.
The program that Dave Glick will present
to the Institute on Friday, January 29, 1982
at 8:00 p.m. will be a sequal to one presented
many years ago when practically all of the
Great Lakes self-unloaders were still sailing
and before the great replacement and new
building program began.
□
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All m em bers are invited to subm it item s to the News Section. Those
who contribute to this issue are listed in the News Section heading.
The Editors m ust reserve the final decision in selection of item s used.
Please direct ALL NEWS MATERIAL to the NEWS EDITOR - ALL
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