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CHAPTER ONE
INTRODUCTION

Underwater echaeological surveys conducted by the Wisconsin Historical Society are a joint

effort of several organizations and many individuals. The surveys conducted in this report are

the result of a cooperative eftdetween the Wisconsin Historical Society, and the University

of Wisconsin Sea Grant Institute. Project funding was provided by grants from the University of
Wisconsin Sea Grant Instituéed theNational Park Servicelhe surveys were organized and

staf ed by the Societyds Maritime Preservation :
and were conducted over the 20iHd season.

The Wi sconsin Historical Society is the State
agency and charged undstate statutes (44.02 and 448031) with the research, protection,

restoration, and rehabilitation of historic properties within Wisconsin. Under Wisconsin statute

44.47, the Society is also charged with the identification, evaluation, and preseo¥ation

Wi sconsinbés underwater archaeol ogi cal resourc
historic shipwrecks, and aircraft on stat@ned bottomlands. Recognizing the multipke

value of underwater archaeological sites to scientists, historians,cedtienalists, these

under water remnants of our past are broadly t
Submerged cultural resource management goes beyond the scope of traditional historic

preservation programs, encountering diverse mutigke concernsuch as recreation and

commercial salvage.

The State of Wisconsin has additional management responsibilities for submerged cultural
resources under federal law, including the National Historic Preservation Act of 1966 and the
Abandoned Shipwreck Act of 83 (Public Law 10298). State legislation (1991 Wisconsin

Act 269) and modifications to state law in adherence with federal guidelines issued under the
Abandoned Shipwreck Act has provided Wisconsin with a more formalized and rational
framework for undenater archaeological resource management. This legislation also authorizes
the Society and the Wisconsin Department of Natural Resources to designate underwater
preserves for the preservation and recreational development of underwater archaeological sites.

Created in 1988, the Societybds Maritime Prese
survey, i nventory, and evaluate Wisconsinbds u
preservation strategies, administer field management practices, and enhdiccappubciation

and stewardship for Wi sconsinbés precious and
The program is within the Societyds Division
Archaeology and Maritime Preservation. To encourage pragemand visitation of these

uni que resources while fostering wider pu
heritage, the Society began the Wi sconsinds N

O
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above and below the waves, the Maritmedi | s encompass five stretc
coastline and inlandiatemvays and links shipwrecks, lighthouses, historic waterfronts, historic

vessels, museums, shegiele historical markers, and attractions. When viewed as a

met aphori calsoiurrcae sl oi,| Ituhsetsreatree t he st ateds di
them within the overall context of Wisconsino
maritime heritage (Green and Green 2004).

The Maritime Trails initiative hasecome the Soeit y 6 s fsdrr ammengaygi ng t he st
diverse submerged cultural heritage while encouraging preservation and promoting public
awareness and visitation. Initiatives aimed at identifying, managing, and interpreting

Wi sconsinds co0ast & tonsertheseiresadrcesraebstio allocal &d regional

level. The sheer length (approximately 860 miles), as well as the geographical, social, and
cultural diversity of Wi sconsinds Great Lakes
Trails initiative encourages both divers and ftwers to consider each unique maritime
property within the broader context of Wiscon
interpretive materials, and public presentations, the Maritime Trails initiative integrates

archaeological research and public education to encourage visitors to responsibly visit maritime

cul tural heritage sites. Wi  sconsindés Mariti me

Archaeological Research The documentation of Wi esonsinods
primarily historic shipwrecks, is the foundation of the Maritime Trails initiative. Beyond

academic and resource management applications, archaeological research results form the basis
of interpretation and outreach projects.

Shipwreck MooringsNith volunteer assistance, the Society maintains permanent moorings on
30 historic shipwrecks statewide. Theseorings facilitate recreational access, provide a means
of interpreting the wreck sites to visitors, provide a safe point of ascent and desdesgriyrand
eliminate anchor damage from recreational boaters anchoring into the site.

Dive GuidesDesigned with divers, boaters, and kayakers in mind, these rugged, waterproof
guides place each vessel within its historical context and highlights wsitguieatures that

might otherwise go unnoticed. In partnership with the University of Wisconsin Sea Grant
Institute, the 8ciety has produceguides ta30 Wisconsin shipwreckand underwatesites.

Public PresentationsGiven at a variety of venues thghout the state, public presentations

provide a direct, per sonal connection between
underwater archaeologists and volunteers have reached thousands of people via public
presentations since the Maritme Trad8 6 i ncepti on.



Interpretive Signage and Kiosk&s of January 201 the Society has installed shesigle

informational marker$or 41 historic shipwrecks and waterfronts. Utilizing an identical

template that unifies the signs as attractions and informpbts within the statewide

Maritime Trails program, the markers emphasi z
many coastal historic resourc&sx interactivetoucks cr een ki osks that high
historic shipwrecks are installedtae Wisconsin Maritime Museum in Manitowoc, the

Wi sconsin Historical Museum in Madison, the W
Museum in LaPointe, the Door County Maritime Museum in Sturgeon Bay, Door County

Maritime Museum in Gills Roclknd theHistory Museum at the Castile Appleton The kiosks

reach an estimated 368,000 museum visitors annually and make archaeological research results
available in a fun, interactive format whil e
coastal cultual resources.

Maritime History Geocache3aking participants on seffuided tours of local maritime

heritage sites, or modern commercial use of the Great Lakes and their tribG&kiesitime

History Geocaches have been placed around the stat ¢ortimunities of Superior, Two

Rivers, ManitowocSheboygan, Port Washingtdvijlwaukee, and throughout Door County. A

full |l isting of available geocaches under the
http://www.geocaching.com/seek/nearest.aspx?u=Wisciadtsubmit4=Go

Website WisconsinShipwrecks.orig acollaborative effort between the Wisconsin Historical

Society and the Universityf &Visconsin Sea Grant Institute, which began in 19%s Website

makes underwater archaeological research resultsllesio the public and fosters the

preservation of submerged archaeological sites. The heart of the site features detailed

information on historically and recreationally significant shipwrecks in the Wisconsin waters of

Lakes Michigan and Superior. Eadhs pwr eck profil e includes info
archaeology, history, final voyage, sinking, and current condition. However, to maintain public
interest in the site, new research and update
timely manner. Data and images gathered during the fieldwork, historical research, and trail
creatonsadded to the popul ar website. Wi th sever:
maritime resources, visitoese ablgo view shipwreck site plans as wellfastoric and

underwater photos of shipwrexK his website features a database of over 700 Wisconsin

shipwrecks and a database of statewide mariteteged cultural attractions to promote heritage

tourism and preservation of submerged cultural resouftes website was updated in 2014.

Partnerships The Maritime Trails program partners with federal, state, and local agencies,

chambers of commerce, ngnofit organizations, and individuals. With several core partners,

dozens of volunteers, and a growilist of projectspecific partners, this aspect of the initiative
ensures that everyone with a stake in Wi scons
and interpretation.



Research Design and Methodology

Nineteenthcentury Great Lakes wooden sloipnstruction and operation is poorly understood.
Little is known about how vessels were built and operated during the nineteenth century. As a
result, much of what we know about Great Lakes merchant vessels has come from the
archaeological record of vesséhat now lay on the Great Lakbsttomlands. The

archaeological surveys within this report were designed to provide a better understanding of
nineteentkcentury Great Lakes merchant vessel construction and use.

Field survey methods included traditibbaseline surveys aided by digital photo and video
documentation. Archaeological documentation was conducted along guidelines established by
the Natural Park Service for submerged cultural resource survey and evaluation in determining
site eligibility forthe National Register of Historic Places. Research designs were directed
toward formulating site descriptions and archaeological assessments with a package of
management questions, some specific to the silé (itge location, environmentgdarameters,
integrity, extant features, and artifacts), as well as more general questions that place the site
within its broader historical context (i.e. historical significance, archaeological potential,
recreational potential, and management requirements). Reségectivesand methods

included:

1. Determine the site location, environment, and parameters through visual survey of
extant elements, features, artitaand doumenationandmapping ofexposed remains using
trilaterated survey pointsid an onsite (subenged) datum. Additionally, document the site

using photographs, video, and measured sketches of those architectural and archaeological
elements that are diagnostic of a) vessel type, b) vessel age, c) vessel construction style and
method, d) vessel promibn, e) vessel use, f) vessel identification, g) vessel cargo, and h)
shipboard human activity broadly indicative of occupation, status, ethnicity, subsistence or other
guestions allied with the study of maritime anthropology and Great Lakes socialoaadngc

history.

2. Provide assessment of a siteds environment
historic significance and archaeological potential according to the National Register of Historic
Places criteria, recreational potential, and manageraguairements.

Site evaluation and documentation was conducted tigidgional anctlosedcircuit scuba
technology. Documentatidncluded digital photo mosaicghotogrammetrymeasured
sketches, construction schematics, digital still and video ingaged scaled site plans for
National Registetevel documentation. Analysis was conducted using comparative evidence
obtained from archaeological surveys of similar sites, and augmented by historical



documentation relating to individual sites and gen@rakt Lakes maritime history. Where
artifacts were encountered, material culture was interpreted in the context of its relevance to
shipboard activities, shipboard hierarchy, shipboard activity/use areas, and other aspects of
maritime anthropology.

This submerged cultural resource survey report serves as a source document for site
descriptiors, analysis, interpretation, and management recommendations used in cultural
resource management planning, recreational development, and public education. tvatso se

as the source document for eligibility determination and nomination for listing on the National
Register of Historic Places. Inclusion of these sites on the National Register and state resources
management plans is an important step in achievingtiermg site preservation. Suggested

plans for management include mooring buoys to facilitate recreational access (where
appropriate) and alleviate damage caused ksiterboat anchoring. Other possibilities include

site interpretation for visitors tbugh lf-guided site maps andelrbased pages. Site

preservation ensures availability both as a future recreational resource and as an important and
nonrenewable source of scientific data relating to Great Lakes underwater archaeology,
maritime history, marinarchitecture, and maritime anthropology.






CHAPTER TWO
THE GREAT LAKES GRAIN TRADE

Di scussion of Wi sconsinbés maritime economy of
Lakes of Hur on, Erie, and Ontari o.dbdamchy of Wi
Lakes Michigan and Superior to eastern Great Lakes ports such as Buffalo, New York, and

Kingston, Ontario. These distant ports returned goods, supplies, and immigrants to Wisconsin,
creating a diverse regional economic universe. Separating Wisdooma the eastern Great

Lakes frequently results in a fragmented wunde
whole.

Figure 1 Sailing canaller towed through the Welland Canal, the route bypassing Niagara Falls
connecting Lakes Erie and Onta(Niagara Falls Public Library)

Wi sconsindés first encounter with a European s
Sal | 4atedle Griffon landed on the Doordninsula. La Salle continued southward to

explore the Mississippi valley.e Griffon, loaded with furs bound for the European market,

departed Washington Island on 18 September 1679, never to be seen again. Fbdowing

Griffon, it was nearly 100 years before a sailing vessel again entered Lake Michigan. It is

probable thatventuresida o Lake Mi chigan were made by King
1760s, but the next confir med s Archangend778 hi p t o
which sailed to Chicago and Green Bay in search of corn to supply Canadian fur traders (Quaife
1944). From theArchangeto 1815, most sailing vessels on Lake Michigan supported military

outposts such as Fort St. Joseph and Fort Dearborn (present day Chicago). In Ma8 ithe
theWaterwas the first steamer constructed on the upper lakes. ledritake Michigan one

year later to sail to Green Bay (Mansfield 1899; Mills 1910).
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By 1836, regularly scheduled steamship lines connected western Lake Michigan with eastern
cities, and steam vessels were under construction at Milwaukee (QuaifeMi®viiikee
Advertiserl836). These steamers quickly pulled passenger traffic anetlbitgr cargo from

the schooners. On 21 May 1853 the Michigan Central Railway made the first rail connection

with Chicago, and in 1855 the first-aflil connection between Bulo and Chicago was
established (Quaife 1944, Mills 1910). These
and highdollar cargo trade, resulting in even stiffer competition for sailing vessels. Unlike lake
vessels, the rail lines could provide reaglyf scheduled shipments that were unaffected by

weather, as well as yeasund transportation unaffected by-cevered water. Despite
increasing competition, however, | ake sai/l di
construction and operatiosts, adaptability to many different trades, and the fact that salil
technology was already at its zenith, having benefited from centuries of technological
development. Sail required less capital investment, its propulsion cost nothing, and the smaller
crews were inexpensive relative to steamers.

LAKE ONTARIO

Z

NEW YORK STATE

STAMFORD
R9ara Falls

LAKE ERIE

Figure 2 lllustration of the route of the second Welland Canal (Brock University)

A unique vessel typdeveloped on the Great Lakes, whweas designed to transit the Welland
Canal locks while carrying the largfgpossible amount of cargo; these {straped vessels were
called canallers. Designed to carry the maximum amount of cargo through the canal locks with

8



only inches to spare, canallers hadff bows, flat bottoms and sterns, short bowsprits, and
highly-carted jibbooms. Some canallers were riggeth a hinged or shortened pbom that

could be folded, removed, or-tigged for passage through the locks. The mainmast (on two
masters) and mizzenmast (on thneasters) booms were typically shortened so thayldvoot
overhang the sterbue to their boxy shapdjdre were claims that canallers were notoriously
poor sailors in heavy weather, a claim supported by the fact that one particularly violent storm
in October 1873 sent six Oswego canallers to the bo#tidmall hands (Karamanski 2000;
Oswego Daily Palladium873.

Figure 3 Sailing canalleEdward Blakeisplaysfolding davits, retracted catheads and écanted
jibboom that is rigged with blocks to pivot upward when the vessel is éalirethe Welland
Canallocks (St. Catherines Historical Museum)

The Welland Canal opened on 30 November 1829. The first vessel through the canal was the
British schooneAnn and Janen a tweday ugpound transit from Port Dalhousie on Lake

Ontario to Port Colburne on Lakei& The original Welland Canal (182845) limited vessels

to 110 feet in length, 22 feet in beam, and 8 feet in depth. It followed many natural water routes,
beginning with Twelve Mile Creek from Port Dalhousie to Merritton, where vessels locked
through40 locks over the Niagara Escarpment. The canal then followed the Welland River from
Merritton to Port Robinson to avoid the Niagara Falls



Figure 5 Folding dait illustration (Loudon Wilson)

With increases in grain traffic and vessel size, the small canal locks were soon obsolete. The
Canadian government purchased the Welland Canal Company and expanded the canal in 1846,
reducing the number of locks to 27 and cutting a moextdmoute. The new locks were

expanded to allow vessels of 150 feet in length, 26.5 feet in beam, and 9 feet in depth. The
canal 6s original wooden | ocks became contr ol
labor of towing ships from lock to loqditken 1997;Mansfield 18995t Lawrence Seaway
Management Corporation 2003
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The | arge number of i mmigrants that arrived o
nineteenth century soon began moving from the lakeshore to populate the richstdrdwe

prairie |l ands. Under the industrious settlers
producing a | arge surplus of grain that made
to eastern markets via the Great Lakes. The inland lakegougr eat |l 'y faci |l it at e

growth by providing cheap and ready transportation.

, e ———
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C.P. Labadie, 2002

Figure 6 Hull lines of theBermudatypical of secondjenerationNelland canaller§C. Patrick
Labadie Collection)

The brigJohn Kenziearried the first Lak®lichigan grain shipment from Grand River,
Michigan, to Buffalo, New York, in 1836. Chicago followed suit two years later, sending 39
bags of wheat to Buffalo aboard tGeeat Westerin 1838. In 1839 the bri@sceolacarried
Chi cagobs f i rfsvheathbcardyikg 1,678 bushals froin Chacago to Black Rock
(Buffalo), New York (Mansfield 1899).

| t wa s n A840suhowevel, that theeGreat Lake grain trade began in earnest. Chicago
grain exports between 1834 and 1840 totaled 13,765 bushels {9iD). The year 1841 alone,
however, saw 40,000 bushels exported from Chicago. By 1847, Chicago was shipping more
than two million bushels yearly. Milwaukee achieved an equal volume by 1853, and surpassed
Chicago in grain exports by 1862 (Karamanski 200Qe to a lack of adequate harbor facilities
and grain elevators elsewhere on Lake Michigan, Milwaukee and Chicago were the dominant
grain ports.
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Freight rates for grain were subject to supply and demand, dropping during summer months and
peaking duringhe fall harvest time. Freight rates for the 18888 seasons were eight cents a
bushel, with an additional two cents per bushel surcharge for elevator service. During the 1850s,
rates from Chicago to Buffalo remained steady between 10 and 15 centsipel; tvith

steamers earning a fraction of cent more than steamers. During the 1860s, rates dropped to
between 4 and 7 cents per bushel. From 1874 onward, rates began a constant decline, reaching
$1.53 per bushel by 1898 (Cooper 1988; Mansfield 1899; WaIi5)).

Figure 7 SailingcanallerArthur in the Welland Candbcks near Thorold, Ontaridfter the
third expansion in thiate 1880s thelockswerewide enough for tugs to escort vesseithin
the locks and through the canal. (Public Archive ofafio)

The Lake Michigan grain trade consisted of mostly wheat until 1848, when corn began shipping

in increasing quantities. Oats, barley, and rye were also shipped in small quantities (Cooper

1988). Buffalo and Oswego were early rivals for Lake Michigaan, with Buffalo capturing a

| arger share of the trade during the early ye
Oswego from Lake Michigan, vessels were required to transit the Welland Canal and were

charged a toll of six dollars per thousand lalsha toll not required to reach Buffalo. By the

1870s, however, canal tolls from Buffalo to Syracuse equaled or exceeded the Welland Canal

12



tolls, and with a shorter route from Oswego t
(Oswego Daily Palldium1897). Vessels returning to Lake Michigan were often loaded with

coal from ports on Lakes Erie and Ontario, used for heating Midwestern cities and powering
steampowered factories. Coal tonnage grew with transportation improvements between the

minesto eastern lake shipping ports (Mansfield 1899).

Grain schooners made the Oswé&gjucago round trip in thirty to thirtfive days, and six to

seven trips were completed seasondllgWego Daily Palladium897). The heyday of the
canallers and the graimate was short lived. By the late 1870s, the railroad was gaining ever
larger shares of Lake Michigan grain, and in 1880 rail tonnage finally exceeded lake tonnage
(Mansfield 1899).

Figure 8 A sailingcanaller traversing Lock 4 of the Welland Canal vitshbowsprit raised
(C. Patrick Labadie Collection)
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CHAPTER THREE
BARQUE-RIGGED CANALLER TUBAL CAIN

Tubal CainOperational History

James Monroe "J.M." Jones was the fifth and youngest son of Great Lakes pioneer shipwright
Augustus Jones, born on 17 ida 1824 at Black River (Lorain), Ohio. As an infant, J.M. rode

30 miles in an open boat on his mother's lap, when Augustus relocated his &auchihys
shipbuilding businessn 1824 from Black River to Sandusky, Ohio. As a young man, J.M.
worked aboaré@nd captained vessels. He learned the shipbuilding trade from his prother
Augustus' third sorGeorge Washington "G.W." Jones. In 1840, J.M. joined his érpth

Augustus' second soBenjamin Buel "B.B Jonesat hisshipyardin Milwaukee. Soon after, he
established his own small yard along tlwaith Menominee River.drgescaleshipbuilding
operations were not started until 1854 on the northern end of a nearby island he named Jones
Island. When a financial depression struck in 1857, J.M. Jones was tordede shopn
1865herelocated to Detroit, Michigaand commenced shipbuilding operations there. Between
1865 and 1873, J.M. Jones launched over forty vessels from his yard at (Jetreg, Shorf,

and Weisman).

a} a1 ;\
Figure9 J ames Mo n rsam hisiwife, Mhgain€hildsndene¢James H. Jones
Colledion, Lorain Historical Society)
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One of these vessdisiilt at Detroit,was the barqu&ubal Cain,Jaunched on 20 May 1866. The
barqueconsisted of a plain head, one deck, three masts, and sterareShevas137 feet in
length and 26 feet in beam with a depth of 9.5 feet and d¢gd @94 tons. On 23 May the
vessel was enrolled at tikort of Detroit under partial ownership by Detroit businessmen
Dibble, Jones, Ashley, and HoweM. Jones tok a 6/16" share of interests in his new vessel.
Noah Dibble, Master of the vessel, also had a'8&téire. A. Ashley had a 3/16take in the
vessel while A. Howe had only 1/6Tubal Cainwas designed for transporting lumber and
grain from Lake Micigan eastward to New York. Unfortunately, the barque avig
operational for a little under two yeaending a brief but unfortunate careBuffalo Evening
Courier & Republicl866a; Bureau of Navigation 1866aleveland Daily Leadet866;Detroit
Free Ress1866a, 1866b).

June of 1866 consisted of steady sailing between Chicago and Buffalo. On 1buhai&;ain
cleared thé?ort of Chicago heading east toward Buffalo with 26,275 bushels of Bat&(o

Daily Courier1866a). On 28une she passed tRert of Detroit heading downboundgtroit

Free Press886¢). Within three days, she was recorded leaving dineof Chicago for Buffalo
carrying 25,584 bushels of oats for the grain merchant company Nims, Gibson, and Lyon of
Buffalo (Buffalo Daily Courierl866b; Thomas 1866).

TheTubal Cainbegan July with a transfef ownership. J.M. Jones and/£. Hudson, of

Detroit, became equal sole owners of the barque. Jones acquired another 2/16ths making him

half owner while Hudson acquired the other half irgefeom Dibble, Ashley, and Howe. Each

half interest equaled $9,000 totaling the ves
he also gave up his position as BuffleEverengsel 6s
Courier & Republicl866b;Bureau of Navigation 1866Ighicago Tribunel866a, 1866b;

Detroit Free Pres4866e€). Records also indicate that the barque spent some time transporting
lumber. On 8 July she sailed from Saginaw City, Michigan to Chicago carrying lumber at $5.75

per thousad board feetetroit Free Pres4.866d).

Not much is recorded of thiubal Cainas she ended the 1866 season. From the little

documentation availablé,is apparensheregularly sailed from Lake Michigan to ports on

Lake Erie under the watchful eye ©aptain Stebbins. On 5 August she arrived at Buffalo with

25,730 bushels of oats for J.R. Bentley & Co., spending only two days in port before heading
back to Chicago. The vessel BuffalorDaily Qouriei ng car go
1866¢;Buffalo Evemmg Courier & Republicl866c¢). Records show that the barque passed the

Port ofDetroit, heading up bounan 11 September. She was documented arriving again in East
Saginaw on 20 Septembd&uffalo Daily Courierl866d;Detroit Free Pres4866f). On 9

Octolker Tubal Cainleft Chicago for Ogdensburg, New York with 18,800 bushels of corn

(Chicago Tribunel866¢). On 1 November the vessel passed through the Welland Canal
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headng to Ogdensburg from Chicago, and18/November she was seen passingtbw of
Detrat (Detroit Free Pres4.866i, 1866j).

These voyageacross the Lakesere not always smoothlearthe end of OctobeiTubal Cain

was heading downbound from Chicago when she was caught in a gale just south of Detroit.
Records indicated that the vessebwigtained and slightly damaged; unfortunately the extent of
the damage was not report&lffalo Daily Courierl866e;Daily British Whig1866;Detroit

Free Presd 8669, 1866h). ThBuffalo Commercial Advertis€ll867) ncluded in their casualty
report forl866, a report that thEubal Cainwas damaged by a collision on Lake St. Clair
accruing$600 in propertyoss Upon further inquiry no details of the collision were found.

The 1867 season began with another change of ownersh8 ®arch, Byron Whitagr and

William Beals purchase@iubal Cainfor a total of $18,00@ecoming equal owners. The 1867

certificate of enrollment also documented that the Master of the barque was Jas Parsons (Bureau

of Navigation 1867Detroit Free Presd867a, 1867b).Tubal Can continued her route

between Chicago and ports on Lake Erie passing Detroit as she sailed between lakes. The
barqueds usual cargo was grain but she occasi
Detroit heading up bound to Saginaw where she loadebidufor Oswego at $5.25 per

thousand board feeB(ffalo Daily Courierl867a;Detroit Free Pres4867c, 1867d, 1867q,

1867h).

June was an unfortunate month Tarbal Cain.Earlyin themonth a collision occurred between
theTubal Cainand the barqukafrinier in Chicago. The tutynionwas towingTubal Caininto

port asLafrinier was sailing outward when the two collided. The careless maneuvering of the
Unionwas to blamel afrinier sustained considerable damage to her head gedndnad Cain

lost her taffrail and part of her cabin roof. The property damage of &fienier only amounted

to $75 that was billed to the tuB(ffalo Daily Courierl867b, 1867dDetroit Free Press

1867m). On 11 Jundubal Cainwas chartered for use in the transportation widar from

East Saginaw to Buffalo &4.25 per thousand board feBetroit Free Pres4867¢e). A week

after the charter, the barque was heading to Bay City, Michigan from Chicago when it was
struck by lightning as it entered Saginaw Bay. The bolt struzknizzen topmast all the way
into the captainbs cabin scattering wood piec
(Buffalo Daily Courierl867c;Chicago Tribunel867 Daily British Whig1867a;Detroit Free
Press1867f, 1867m). Documentation of vekegpairs after théghtning strike could not be

found. By the end of Junkubal Cainwas sailing again under Captain Parsons. On 26 June the
barque left for Saginaw with 300,000 feet of lumber for J.S. Noyes.&waking it past
Wyandotte in two daysBiffalo Evening Courier & Republit867a, 1867b).

Newspapers reported thatibal Cainvisited Marquette, Michigan in Lake Superior for iron ore
in earlySeptember. Twenty miles out, the barque sprung a leak and had to return to port for
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repairs Buffalo Daily Courier 1867d;Detroit Free Pres4867n). This is the first gication of

the barque sailingroLake Superior. B0 Septembeshe arrived at the Port of Detroit

(Detroit Free Pres4.867i). At the end of Octobdubal Cainwas chartered again to tsport
lumber from Saginaw to Chicago at $4 per thousand boardBe#alo Daily Courierl867e;
Detroit Free Pres4867j). At the end of November, she lost her small anchor in Saginaw Bay
during a galeBuffalo Daily Courierl867f; Detroit Free Pres4987m).

On the morning of 26 Novemb&B867, Tubal Cainwas headed from Milwaukee carrying

18,000 bushels of wheat from Jenkins & Doolittle, consigned to the Second National Bank of
Oswego when she went ashore near Two Rivers. The morning produced a Hazdstetn

wind, rain, and heavy fog. This, along with careless navigation was determined to be the cause
of the wreck. Fortunalg, all crew members survivetiVhile ashore on Sunday, a northeast gale
came up that evening washing away her cabin. By TuesHayhad settled into the sand so
deep that the deck was ten feet underwater. Her anchors and rigging were all that could be
saved.Tubal Cainwaspartially insured between $10,000 and $18,000, and the cargo for
$37,500. Buffalo Daily Courierl867g;Daily British Whig1867b;Detroit Free Pres4867k,
1867m;Detroit Post1867a, 1867bvianitowoc Pilotl867a;Milwaukee Sentinel867a). On 6
December the remains of tlie@bal Cainwere sold to Jonah Richards, Esq. for $800. It is
uncertain if Richards planned attempting to salvage the vessel. No documatén of any

further actions omhe Tubal Caincould be foundNlanitowoc Pilot1867b;Milwaukee Sentinel
1867D).

Site Description

The remains of the canall€ubal Cainsit on a heading of 120 degrees, In3is northeast of

theharbor entrancat Two Rivers, Wisconsin and approximately 300 feet offshbne.

wreckage rests in 7 to 10 feet of water lying on an even keel. Her port and starboard sides
remain intact up to t he ndbalwakkna éx@mnit.Hervemding t he v
are wellpreservedand from the lack anvasive mussel colonization on her exposed structures

it is evident that the vessel was recently exposed\ve s s el 0s keel naappearl ower
to be broken although thegmain buried beneath the sand. This suggests that the starboard and
portside upper hull sections likely remain buried in the sand as well. Due to the nature of the

bottom sediment, har@nning was not possible at the time of the survey.

TheTubal Cainis representative of a unique class of sailing vessels that were purposefully built
to fit exactly within the dimensions of Welland Canal locks to transport grain, lumber, and coal
between the Midwest and the large industrial centers of the eastern Staitesl. As an integral

part of the maritime transportation system, many features of this vessel type were common to
other canallers on the Great Lak&s.mentioned in th&lational Register of Historic Places
Multiple Property DocumentGreat Lakes Shipwois of Wisconsin (Cooper and Kriesa 1992),
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barques carried three or more masts; the foremast and mainmast weregiggedreand
mizzenmast was forandaft rigged. Most Great Lakes canallers, regasitédghe rig
type,were singledecked and had onlysamall cabin structure above the deck.

N

°Tubal Cain Shipwreck

Tubal Cain Shipwreck (Barque)
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FigurelO. Location of theTubal Cainsite

The site was discovered by pilots, Suzze Johnson and Michael Thuss, observed frbghultra
aircraft in April of 2016. The site remains unvisiteglkayakers and diversué to her relatively
unknown location and the fact that the vessel was covered again by sand shortly after the initial
discovery and survey. In May 20,18 Phase Il archaeological survey was conducted by
WisconsinHistorical Society (WHS) maritime archaeglsts and volunteers over the course of

two days. A baseline was attached at the bow and stretched 137.4 feet to the sternpost along the
centerline of the ship. All measurements for the survey were taken from this baseline.

The overall length of theships 137 . 4 feet, and the vessel ds
is 26.3 feet. Given the wreck dimensions, location, and comparison of vessel losses in the
vicinity based on historic newspaper accowamtd other known wreck locations nearthe
vesseremains were determined to belong to the bafigqumal Cain As thewreckwasrecently
uncovered bghifting sand, zebra and quagga mussels are not present.

TheTubal Caird s ost sitswupright and nearly vertical, and measures 1.2 feet long by 0.7
fee wide. Afalse stempost, forward of the steost measures 0.7 wide by 0.8 thick. Eleven feet
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aft of the stem i sLeanihge.0feet ® the gord ssde, sha samsompogh o st .
measures 0.9 by 0.9 feet square withfééi exposed above thakebed.
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Figure 11 Aerial photograph of ubal Cainsite (Suzze Johnson)

The outer hull planking has sprung from the stem on the port side, but remains connected on the
starboard side. Outer hul/l pl anki ngsObhé&easur ed
wide by 0.2 feet thick. Caulkg remains between the planks. Tlediog plankingis 0.5 feet

wide by 0.3 feet thick. The starboard side extends into the sand at 60.2 feet along the baseline
but the bulwark sttions and chainplates reappat®4.8 feet and continue to 136.4 feet. The

port side extends into the sand at 34.8 feet along the baseline and reappears 112.4 feet ending at
136.4 feet. The visible portions of the ship indicate irregular framing, varying between double

and triple frame gs. The total number of frames is unknown due to sand build up. Individual
futtocks in double frame sets measure 0.6 feet wide by 0.4 feet thick and the frame sets overall
measure 1.2 feet wide with a 1.4 feet spacing. With triple frames, individualkisitiogasure

0.4 feet wide by 0.4 feet thick and the frame sets overall measure 1.2 feet with a 0.7 feet

spacing. The hull is through bolted and peened on the exterior of the vessel.

The deck shelf is visible on the port side from 12 feet to 24 feet dierlggiseline. It is 1.7 feet

wide and 0.2 feet thick. This section of deck shelf is cut with 0.6 feet long by 0.5 feet wide slots
for bulwark stanchions, measuring 0.3 feet long by 0.2 feet wide, could pass through. Extant
bulwark stanchions near the steneasure 0.4 feet long by 0.3 feet wiBelwark stanchions in

the forward portion of the ship are spaced 1.4 to 1.8 feet, but near the center they are spaced 1.8
to 2.1 feet and toward the stern they are spaced 2.1 to 2.4 feet. One hanging knee was visible
above the sand located at 8.6tfen the port side. It measu28 feet long by 1.7 feet tall by
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0.3 feet thick and is 1.0 foot across the throat. Another section of deck shelf is visible on
starboard side from 116 feet185 feetalong the baseline the end of the vessel. This section

of deck shelf is rabbeted 0.1 feet deep to accept deck b€amsleck beam is visible above the
sand on the starboard side at 121.6 feet along the baseline and measures 0.9 feet wide, 0.4 feet
thick with 9.1 feet expesl. The centerboard trunk was not exposed from the sand at the time of
the surveyA Wisconsin Historical Society volunteer returned to the site two days after the
survey was completed and dadpole 60 feet aft of the st@wst to discover evidence of the
centerboard trunk, however no measurements were taken. Given the upright nature of the trunk,
the trunk may remain attached to the keelson beneath the sand. As the depth of hold of the
vessel is 9.5 feet and depth of the hole that was dug was approxitégelyit is estimated

that 12 feet of sand cover the center section of site.

| .- » ol VS
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Figure 12 Tubal Caird s s t side bull, frames, deck shelf and deck béRandy Wallandgr

Evidence oftwooff u b a | tl@ee mastsesnains on the sit€€hainplatesre extant on the

port side only and are located near the bow and close to the stern. Two extant chainplates at
34.7 feet and 46.6 feet would have supported the foremast. The plates measure 0.7 feet wide at
the upper extent and 0.06 feet thick extendigf@et out of the sand. The three extant

chainplates located at 109.4 feet, 111.8 feet, and 113.7 feet along the baseline would have
supported the mizzenmast. The plates also measure 0.7 feet wide at the upper extent and 0.06
feet thick, but extend 4 feetit of the sand. The forward two chainplates in this set hold

deadeyes that measure 1.1 feet wide by 0.8 feet thick.

The sternpost measures 0.8 feet wide by 1.3 feet thick with a 0.2 feet deep groove on the aft
edge to receive the rudder post. Evidencé afb a | Cainbés transom is not
the nature of the surrounding bottom substrate, it is like to be covered and nearby.
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Figure 13TubalCaid s chai npl at es wi tardcthiotnspeouudeyfremthen d b ul
sand Randy Wallandgr

No known records indicate that any artifacts associaitdzhl Cainwere salvaged after her
sinking, so the probability that many other items remain buried in the surrounding quicksand
remains high. The archaeological data collected during the 2016 surveyWaeg additional
information about the construction of Great Lakes canallers and nineteenth century maritime
commerce, but more remains to be uncovered beneath a thick layer of sand.

Figure 14 Tubal Caird sternpos{Randy Wallandgr
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CHAPTER FOUR
SCHOONER-RIGGED CANALLER GRACE A. CHANNON

Grace ChannonOperational History

The canalleGrace A. Channowas launched into the Saginaw River on 21 July X838 the

shipyard of W.S. Ellinwood & Co. in East Saginaw, Michigan. She was built for Henry

Channon and Henry L. Graham of-yeérblddawmige./t and n
took an additional eight days to finish fitting out the ship. Upon heallenent on29 July at

Port Huron, Michigarner builder, W.S. Ellinwood of Detroit, retained ownership of the vessel.
Additionall vy, Mr . ElI'l i nwood was entered as Ma
The shipbs official 09nTheMessal wasdescribadsas sclipogged as 85
with three masts, a single deck, square stern and a figurehead. The shigddfesigansit of

the Welland Canal, meased 140 6/10 feet in length, 2610 feet in breadth, with an 11 5/10

feet depth of hiol. Her total tonnage was measured as 265 tons 99/100 tons, of which 248.89

tons were calculated as capacity under the tonnage deck and 17.10 tons capacity of enclosures

on her upper deck (Bureau of Navigation 1873a; Polk 188dinaw Morning Herald 873)

The ship was moved to Chicago in anticipation of being received by her intended owners. By 18
August 1873 full payment for the new ship had not yet been received, conceivably either from a

lack of available funds by the buyers or because of a dispatetw build of the ship, W.S.

Ellinwood transferred title to Joseph B. Scott and Hiram L. Brown, principals in the ship
brokerage firm of Scott & Brown of Detroit, \Y
husband and Master surrendered her initial teamyaenrollment document at the Port of

Chicago and another temporary enrollment was taken out for the purpose described as
Achanging owners while away from her home di s
were then listed aSrace A. Channalh s  lehglfovaners. Her homeport remained Detroit, and

Captain Murray was listed as her Master (Bureau of Navigation 1873a, 1873b; Weeks 1875).

On 21 August 18733race A. Channotook on board a cargo of 19,200 bushels of wheat and
departed Chicago for Buffal The ship delivered her cargo a little over a week later, although
her arrival at the port went unreported in newspfarace A. Channowas chartered to carry
coal from Buffalo at $1.12 ¥ per ton and departed the next day for Chigafjal¢ Daily

Couier 1873;Chicago Daily Tribunel873).

Upon her arrival at the Port of Chicago on 3 September 1873, Captain Simon Murray

surrendered the shipbs enroll ment document. A
transferring ownership dérace A. Channoat last to Henry Channon and Henry L. Graham as
equal partners. Chicago became the vessel 6s n

1873b). The transfer reportedly cost the new owners $21@&ii0ggo Daily Tribunel873b;
Detroit Free Presd4873).



On 26Septembe6race A. Channoentered the Welland Canal at Port Colborne, Ontario on

her first trip down bound to Lake Ontario. She arrived at Oswego, New York light on 3 October
and returned to Chicago with a cargo of coal on 19 Oct&@jecégo Daily Tribune 1873c,
1873d;Daily News1873;0swego Daily Time$873).

It is presumed thakrace A. Channospent her first winter laid up in Chicago. On 4 May 1874,
the ship cleared Chicago with 19,044 bushels of wheat bound for Kingston, Ontario. The ship
arrivedat Kingston on 21 May and offloaded her wheat at the Montreal Transportation Co.
warehouse before departing for Oswego. At Oswego she loaded coal and began her up bound
trip to Chicago arriving back into that port on 11 JuBeffalo Daily Courierl874a,Chicago

Daily Tribunel874a;Daily Newsl1874;Inter Oceanl874a, 1874b).

Grace A. Channowas contracted to take wheat from Milwaukee to Port Colburne, Ontario at
$0.04 per bushel. She departed Milwaukee on 22 June and arrived at the Port Colborrre elevato
on 3 July Buffalo Courier3 July 1874b, 1874« hicago Daily Tribunel874b;Inter Ocean
1874c;0Oswego Daily Time$874). The ship then proceeded to Cleveland where she loaded

coal and arrived at Chicago on 16 JuBh{cago Daily Tribunel874c). In Augus1874,Grace

A. Channorhauled lumber from Pensaukee, Wisconsin to Chicago. No other arrivals or
departures were found for the 183dason. By 24 December, the vessel was reported laid up
amongst Chi cadghedOsea874d; 187e).f | eet (

It is not known wherGrace A. Channoname out of winter quarters. Early season cargos
during 1875 could not be arranged and the vessel sat idle at Chicago for months. On 20 July
1875 the ship was finally chartered on her first trip of the season to carry wimathicago to
Ogdensburg, New York at $0.07 per bushel. She cleared Chicago the next day with 19,475
bushels on board. For her return trip to Chicago, she loaded coal at Oswego and cleared that
harbor on 9 Augustifter Oceanl875a, 1875b, 1875c, 1873dswego Daily Time&875a,

1875b). In SeptembeGrace A. Channotwice called on Alpena, Michigan for cargos of

lumber Alpena Weekly Argus375a, 1875b).

With shipments in short supply, her owners began looking at the possibility of n®racg A.

Channan into ocean service. On 30 September 1875, Henry Cannon took out an ad in the

Chicago Tribunes ol i ci ting cargos of Ablack walnut, wh
transported aboard the vessel to San FrancSiwégo Daily Tribunel875a). Relod#on of

the ship did not occur in 1875, however. On 11 Oct@race A. Channowas chartered to

carry 19,000 bushels of wheat from Sheboygan, Wisconsin to Buffalo at $0.03 % per bushel.

She arrived at the elevator at Buffalo on 23 October with a shgd ead Captain Murray was

fined $80 for the discrepancy. The ship was loaded with 575fmwal the next day and

cleared for ChicagdBuffalo Courier & Republid 875;Buffalo Daily Courierl875;Chicago
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Daily Tribunel875b, 1875cinter Oceanl875e, 185f). For her final trip of the seasd@race

A. Channorwas chartered on 23 November to haul wheat from Milwaukee to Buffalo at $0.07
per bushel. The vessel laid over in Buffalo for the win&hi¢ago Daily Tribunel875d;Inter
Oceanl875gq).

During thefirst week of May 1876(Grace A. Channoname out of winter quarters in Buffalo

and began the ritual of preparation for the season. Her departure from port was anticipated soon
thereafter for Chicago. She did not depart, however, until 2 June on heidicdtthe season.

She had on board a cargo of coal at $0.50 peBuofiglo Daily Courierl876a, 1876bBuffalo

Evening Republi¢876a;Chicago Daily Tribundd 8 76 a, 1876Db) . Even befo
arrival at Chicago, again, Henry Channon began makinge about relocating the vessel and
solicited for freight to carry to Europ8i\iffalo Evening Republit876b;Inter Oceanl876a).
Nonetheless, in Jul@race A. Channomade a trip to the lower lakes to pick up 565 tons of

coal f or Peoplke@ompatysosChitagdguffalo D&ily Cborierl876c;Inter
Oceanl876b). By the end of July notices appeared imtwepapers suggesting that Henry L.
Graham sold his orlealf share ofcrace A. Channoto Henry Channon for one dollar, making
Henry Channorsole owner. This transfer of ownership, however, was never expressed in the
vessel 6s of fdhicagoaDaily dribound876e;nterODce@nl876c).

On 8 August, the schooner entered the shipyard at the Chicago Dry Dock Company to receive a
thoroughrecaulking and to be fit out for ocean service. The work was completed by the end of
the month and again, Henry Channon spoke of the virtues of his handsome ship, indicating that
he would soon be sending her on a Europeanlitripr(Oceanl876d, 1876eCleveland Herald

1876). The European trip never materialized.

On 12 September 1876race A. Channahns enr ol | ment documPantt was s
of Chicago for change of owners. This transfer was explained in the newspapers as Henry

Channon had soldnehalf share to Mrs. Ethel F. M. Graham for the cost of one dollar. Since

the previous sale, reported only in the newspapers, was never official with respect to the

government documents, the paperwork showed that Henry Channon rematkedf awener,

but Henry Graham moved hisotea | f share i nto his wifebds name
shi pbds homepor teduachamgedBwealeof Navigatiorali848c, 18nter

Oceanl876q). At the time of transfeGrace A. Channowas valued at $13,000 andceéved

an Al insurance rating (U.S. Merchant Vessel List 1876).

It should be noted that in 1861, 'l inoi s pas
wives absolute control over real and personal property brought into, or acquired during marriage
(Stowell 2002). Laws initially enacted in order to protect women's dowers, were immediately

seized upon as a way to protect business property, like ships, from foreclosure. It became

common for men to place assets in their wives' names to avoid bankrubitisyade claims,
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but also women may have been listed as ship owners so men could borrow more money, not just
hide from creditors. Little is know about the
Et hel Gr a h a moé sGrazevn €harmndni we cao $ay o Imere than Ethel F.M.

Graham was taking advantage of her State's rights by owning a ship in the interest of her
husbandds business, that i1is still showing the
place in it (Basler 1953; Brehm 198yans 1989; Hitchcock, 1881).

Grace A. Channodeparted Chicago soon after the ownership transfer to pick up 527 tons of
rod iron from the slitting mill in Cleveland. She returned to the lower lakes for two additional
trips in September and Octob&uffalo Daily Courier1876d;Inter Oceanl876f; Oswego

Daily Timesl1876). In early NovembeGrace A. Channowas chartered to carry bulk salt from
Buffalo to Chicago for her last trip of the season. The ship wintered over at CHiatago (
Oceanl876h).

On 16 April 1877,Grace A. Channowas chartered to take 19,138 bushels of corn from

Chicago to Kingston at $0.07 per bushel. The ship fitted out, loaded and cleared Chicago on 20
April. She arrived at Kingston on 14 May, unloaded and cleared light for CleaEw York

where she took on coal for a return trip to Chicago. The ship arrived at Chicago on 2 June 1877
(British Whig1877;Chicago Daily Tribunel877a, 1877bDaily Newsl877;Inter Ocean

1877a, 1877b, 1877c, 187fswego Daily Time$877a). On 23uneGrace A. Channon

called on Apena, Michigan for lumber, hauled at $1.25 per thousand board feet. Upon arrival at
Chicago with the cargo of lumber, the ship was delayed at the dock for several days. So lengthy
was the delay that Henry Channon askedlfe@emur r age f or the vessel 6s
market docksGrace A. Channowas chartered to bring 555 tons of coal from Buffalo at $0.50

per ton. he shipment was consigned td. BHadstrom & Co. of Chicago. The vessel took the

cargo on board on 2Rily and began her trip up bound. Henry L. Graham and his two young
sons, Harry and Alexander, came aboard at Buffalo taking passage home to Chicago by water.
In addition to the three passengers, onboard were Captain Murray, Mate John Higgins, and S.
Conshine, Edward Ennis, James Neville, and William Bishop, seamen. The vessel was noted
passing Detroit on 28 JubAlpena Weekly Argus877;Chicago Daily Tribunel877c, 1877d,;
Cleveland Heraldl877a;Inter Oceanl877e;0shkosh Daily NorthwesteiB77a).

Onthe evening of 2 August 1877 at 9PM, between Milwaukee and Racine and about ten miles
out in Lake Michigan, under bright moonlight, and reefed topsails, the crew spotted the lights of
a propeller in the distance. The propeller wasRaeorite of the Menononee River Lumber
Company with three light barges in tow bound for Green Bay. The propeller was on a course a
point off from the schooner. A torch on teace A. Channowas lighted and run forward to
illuminate the sails. As the two vessels approachegidn Murray gave the order to port the

helm, at the same time he heard someone oRamerite give an order to bring their vessel

hard to starboard. Captain Thomas Hutchinson oF#weritethought the schooner was
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keeping out of tafieetellng tkeavaiehman $o keemlgokoutahe went aft

Aon a call of a personal natureo. The captain
have been placed in the safe; so he took the time to go to the safe. When he came on deck again,
he heardtte lookout running along the deck, but could notGece A. Channalns | i ght s. T

lookout reported that the green light was hidden, and that the red light and the torch were
showing. The captain immediately gave the order to starboard. The order cdate,too
however, and at 10:30PM, the propeller struckGinace A. Channowith a heavy blow to her
port side, striking between the fore and main rigging, and penetrating five feet into her hull,
cutting down to the waterline. Water immediately poured thtAe schooner careened. In less
than five minutes from the initial collision, she started down, bow first. As she sank, her
headgear and foremast canted to port so that some of her rigging was thrown across the bow of
theFavorite The weight of the sinkg schooner drew tHeavoritedown several feet before the
Grace A. Channalns ma s tCaicagorDaily Eribufiel877e;Daily Milwaukee New4877;
Door County Advocat#881;Inter Oceanl877f; Milwaukee Sentinel877a, 1877b, 1877c,
1877d;0shkosh Daily Ndhwesternl877b;Oswego Daily Time$877b;Pantagraphl877).

Figure 16. Advertisement for the Tégvorite (Blue Book, 1896)

Henry Graham had his sons by his side just before the crash. Crewman Edward Ennis lowered
the yawl boat from the stern davi@apt. Murray, the Mate, and the rest of the crew jumped
overboard in time to escape the vortegatedoy the sinking vessel. Henry Graham and his
nine-yearold son, Harry threw themselves overboard and were saved by the yawl boat, but
sevenyearold Alexander Graham became separated from his father and was sucked into the
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