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One of the volu nteer sport d ivers who part ic i pated whole-heartedly i n  the 
NOOU E BAY docum entat ion proj ect was LaMonte F lorentz. U nfortu n ately, for al l  of 
us  who share a love of m a rit ime h istory and part icu larly sh ipbu i ld ing tradit ions, 
Monte lost h is l ife i n  a n  a utomobi le acc ident on October 29, 1 985. Monte's 
enthus iasm and dedicat ion to the understa nd ing a n d  preservation of the ta ngib le  
remains  of  our marit ime h istory is  sorely m issed.  This  pub l ication is  respectfu l ly 
dedi cated to Monte's memory. It i s  a l so dedicated to a l l  of the other people who, 
l i ke Monte, are worki n g  to enr ich o u r  l ives through the study of our m ariti me 
heritage. 
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SUBMERGED CU LTURAL RESOURCES UNIT 

REPORT AND PUB LICATION SERIES 

The Sub merged Cu ltura l  Resources U nit is  a part of the Southwest Cu ltural 
Resou rces Center, Southwest Reg iona l  Office i n  Sa nta Fe, New Mexico.  It was 
estab l ished as a u n it in 1 980 to conduct research on  submerged c u ltural  resources 
throughout the Nationa l  Park System with an  emphasis on h i storic sh i pwrecks. 
One of the u n it's pr imary respons ib i l it ies i s  to d isseminate the resu lts of research 
to Nationa l  Park Service m a nagers, as  wel l  as the profess iona l  com m u n ity, i n  a 
fo rm that meets resource manag ement needs and adds to our  u ndersta nd ing of 
the resource base. The fo l lowing pub l icat ion and report series has  been i n itiated 
in order to fu lfi l l  this respons ib i l ity. The report "types" l i sted below represent the 
sequentia l  stages of resea rch activity that the u n it is conduct i n g  or i n itiati ng  i n  
each park with a submerged cu ltural  resources base. The re ports are designed to 
be c u m u l ative so that, in the idea l  ca se, each mar ine or freshwater park would 
eventua l ly have a "marit ime a rcheology" pub l ication which would have been 
p receded i n  most cases by a n  assessment, survey, and i nventory. Th is  would put 
the pa rks i n  compl i ance with any reasonab le  profess iona l  and lega l  req u i rement to 
protect and i nterpret the u n derwater cu ltural  resources under  the i r  c u stod iansh ip. 

Sub merged Cultural  Resources Assessment 

Fi rst l ine docu ment that cons ists of a brief l iterature search, an overview of the 
ma ritime h istory and the known or potential  underwater sites i n  the pa rk, and 
prel im inary recommendations for long-term management. It  i s  des ig ned to have 
app l icat ion to GMP/DCP's and  to become a source docu m e nt for a pa rk's 
Submerged Cu ltural  Resources Management P lan .  

Submerged Cultura l  Resources Survey 

Com prehensive examinat ion of b locks of park lands for the purpose of locating and  
identify ing as  much of the su bmerged cu ltural  resources base as  possib le .  A 
co mprehensive l iteratu re search  would most l i kely be a part of the Phase I report 
b ut in some cases, may be postponed u nt i l  Phase I I .  

Phase I -- Reconna issance of target a reas with remote sensing and  v isua l  survey 
techniques to esta b l ish location of any archeological  sites or a nomalous  featu res 
that may suggest the p resence of a rcheo logical  sites. 

Phase II -- Eva l uation of a rcheologica l  s ites or anomalous features derived from 
remote sensing i n struments to confi rm their nature a nd, if poss ible, their  
s ign ificance. This may involve exploratory removal of overbu rden .  
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Su bmerged C u ltura l  Reso u rces Inventory 

A document that d isc usses,  i n  deta i l , a l l  known u nderwater a rcheologica l  s ites in a 
g iven pa rk. This m ay i nvolve test excavat ions .  The i ntended aud ience i s  
manager ia l  a n d  p rofessional ,  not t h e  genera l  pub l ic .  

Su bmerged C uitu ra l  Resou rces S ite Report 

Exhaustive doc u m e ntation of one archeolog ica l  site which may involve a part ia l  or  
complete site excavation.  The intended aud ience is primari ly profess iona l  and 
inc identa l ly  m a nageri a l .  Although the document may be usefu l  to a pa rk's 
i nterpretive spec ia l ists because of its information content, it would probably not be 
su itable for genera l  d i stri b ution to park vis itors. 

Marit ime Archeology Series 

This a series of pub l ications on specif ic pa rks designed for appeal  to a genera l  
aud ience inc lud ing  s u bject matter spec ia l i sts, managers and t h e  p u b l i c  a t  large, 
e.g., The Mariti m e  Archeology of Isle Roya le Nationa l  Park. It fu lf i l l s  an educat ional  
and i nterpretive fu nct ion but meets profess iona l  sta nd ards i n  accuracy and 
su bsta nce. 

Submerged Cu ltural  Resources Specia l  Report Series 

These may be i n  p u b l ished or photocopy form at.  Inc l uded a re speci a l  
commenta ries, pa pers on methodologica l  or techn ica l  issues perti nent to 
underwater. a rcheo logy, or any miscel laneous report that does not approp riately fit 
i nto one of the  other  categories. 

Dan ie l  J .  Len ihan  

v i i i  



TABLE OF CONTENTS 

LIST OF FIGUR ES 

LIST OF PLATES 

ACKNOW LEDG MENTS 

EXECUTIVE SU MMARY 

I. INTRODU CTION 

II .  

I l l . 

IV. 

Project Objectives 
Research Des ign  
Fund ing 
Proj ect Mandate 
Proj ect Dates a nd Partic i pants 

THE PLACE OF NOQUE BAY IN APOSTLE ISLANDS MARITIME H ISTO RY 
AND IN G REAT LAKES VESSEL D EVELOPMENT 

Sh ipwrec k Resources 
Vessel Context and Development 

Schooners 
·schooner Barges -- The Place of NOQUEBAY 

NOQUEBAY BACKG ROUND 

Vessel H istory 
H i storic Descript ion 
Description of Loss -- The Wreck Event 
Post-deposit ional  Im pacts 
Prior Research 
Adm i n istrative Statu s  of NOQU EBAY 

NOQUEBAY SITE DISCU SSION 

S ite Location 
Research Methodology 
Site Description 
Site Analysis 

Sh ip's Wheel 
Keelsons and Bottom of the H u l l  
Port S i d e  of t h e  H u l l  

ix 

xi 

x i i  

x i i i  

XV 

2 
2 
3 
3 
4 

7 

7 
1 1  
1 1  
1 4  

1 9  

1 9  
24 
27 
29 
3 1  
3 1  

33 

33 
33 
37 
38 
39 
45 
62 



Sta rboard Side of the H u l l  
Bow 

S u m m a ry 

V. CONCLUSIONS AND MANAG EMENT RECO M M E N DATIONS 

BIBLIOGRAPHY 

APPE NDIX A: SUMMARY OF DOCUMENTS OF E N ROLLM ENT 
APPENDIX B: SU MMARY OF NOOUEBAY's ATTRI BUTES 

X 

68 
7 1  
74 

77 

8 1  

85 
87 



LIST OF FIGURES 

F ig u re 1: Survey of Vessel  Types i n  the Immed iate 
Vic i n ity of Apostle Is lands Nationa l  
La keshore 9 

F igure 2: S u m m a ry of N OOUEBAY Vesse l  Passages 
Dur ing Her Last 6 Months of Operat ion 22 

F ig u re 3: N OOUEBAY's Po rts of Ca l l  25 

F ig u re 4: Location Map of Apostle Isla nds  Nat iona l  
La keshore 34 

F igure 5 :  Location Map of Stockto n  Is land and 
N OOUEBAY 35 

F igure 6: N OOUEBAY Base map Pocket Insert 

F i g u re 7: Sh ip's Wheei 43 

F igure 8: Steering  Gear 44 

F igure 9 :  Center l ine keelsons Cross Section 46 

F igure 1 0: Centerl ine  Keelsons Plan and Profi le  Vi ews Pocket Insert 

F igure 1 1 : Deta il of Fasten ings  and Framing  P lan 5 1  

F igure 1 2 : Deta il of Turnbuckles 58 

F igure 1 3 :  H u l l  Cross Section 64 

F igure 1 4 : Hogging Stra p Deta i l  65 

xi 



LIST OF PLATES 

P late 1 :  Stea mbarge LIZZIE MADDEN 2 1  

Plate 2: NOQU EBAY's S ister, MAUTENEE  26 

Plate 3: Hi storic Photo of NOQU EBAY 28 

Pl ate 4: E len Maurer Point ing out Location of 
NOQUEBAY 30 

Plate 5: Ju l i an  Bay E nviron ment 36 

P late 6: Sh i p's Wheel  Buried in the Deep Sand 40 

Plate 7 :  Whee l  and Steeri n g  Gear 41 

Plate 8: Rider Keelson 48 

Plate 9: Centerl i ne  Stanch ions, Longitud ina ls, 
and Extra Port S ister Keelson 49 

Plate 1 0: Rod, Shackle, and  Tri ple Frames on Port 
S ister Keelson 54 

Plate 1 1 : Truss Rod o n  Deck of WILLIE LOUTIT 60 

Plate 12: Bow Deadwood a n d  Strap with Wind lass  6 1  

Plate 1 3: Sta rboard S ide Knees and Hogging 
Stra p 63 

Plate 1 4: O utboard U p  Piece of Port S ide 67 

Plate 1 5: Truss Rod with Tu rn buckle 70 

Plate 1 6 : Donkey Boi l e r  7 3  

x i i  



ACKNOWLEDGMENTS 

No f ie ld research project is su ccessfu l ly  accompl ished without the  cooperation 
a n d  support of each ind ividua l  associated with the effort, from i n iti a l  p lann ing  
through the preparation of  f ina l  g raphi cs.  Su perintend ent Pat  M i l ler  a uth orized 
fund ing for the emergency docum entation of NOQUEBAY and h e  a n d  the staff at 
Apostle Is lands National  La keshore gave the project 1 00% support .  

H isto rian Kate Lidfors and Chief Ranger Bi l l  Ferra ro contri buted to al l  a spects of 
the project inc lud ing coord in at ion betwee n  the two Regional  Off ices and the pa rk, 
organ iz ing the on-site accommod at ions fo r the VIPs, and  the tra nsportation of 
equ ip ment and people out to Stockton Is land .  Tha n ks a lso go to B i l l  Ferra ro for 
a rrang ing both the hot water shower to thaw the crew out at the e n d  of the day 
and the mecha n ic  to "fix" the a i rl ift compressor. Without those two vital  p ieces 
of equi pment we would not h ave been ab le  to complete the wo rk. A specia l  
thank you goes to Elen Maure r, the Stockton Is land ranger. Her  help i n  a l l  
as pects o f  t h e  f ie ld work from o n-site log istics t o  d iv ing w a s  i nva lua ble .  In  
a d dit ion to  E len's regu lar  d ut ies she a lso spent many extra h o u rs he lp ing  to  
co nvert the raw f ie ld  data from NOQUEBAY into a pre l im inary base  map .  Steve 
Kacvinsky's pi lot ing ski l l s  of the LCM were thorough ly tested by sh ift ing  winds 
a n d  re luctant anchors. 

The success of the NOQUEBAY p roject i s  a lso due to the w i l l i ng ness of the 
volunteer sport d ivers who part ic i pated i n  the archeological  i nvest igat ions .  They 
co ntri buted not only their t ime, equ i pment a nd effort, but more i m po rta ntly, their  
er1thusiastic support for the long term preservation of va l u a b l e  sh ipwreck 
resources in the G reat Lakes. The result  has been a sh in ing  exa m p l e  of what can 
be_ accompl ished when concerned ind iv idua ls  a n d  park staff work together to 
understand and preserve cu ltural  resou rces for the enjoyment of a l l .  The efforts 
of ' a l l  of the VIPs a re s incerely a ppreciated. 

Jack Jones, owner of the Seaview D iving Center, provided us  with the equ i pment 
needed to excavate several test trenches through critica l  a reas of the site. We 
now know a great deal  more about the construction of schooners from the 1 870s 
because of Jack. Fran Potvien, Bob Bai ley, and Monte Florentz g ave more than 
the ir  share to the f ie ld  work. The centerl i n e  keelson, a rtifact d rawing s, the sh ip's 
wh eel and steeri ng gear deta i l s  are tan g ib le evidence of the ir  contri but ion .  

Joe Strykowski contributed h is  expert ise as  the project photographer. H e  caught 
o u r  best and worst moments a n d  shared with u s  h i s  enthus iasm for sh i pwrecks. 
S i nce the completion of the field work, Joe has conti nued to contribute to the 
National  Park Service by g iv ing n u merous publ ic  p resentat ions a bout  the work 
conducted on NOQUEBAY. 

x i i i  



C. Patrick  Labadie part ic i pated i n  the documentat ion of NOQU EBAY and provided 
help with ana lys is, both on-site and afterward. Severa l of his d rawi ngs have 
been reproduced in  th is  report. Patrick  also provided thoughtful review of the 
manuscript and made ava i lab le  copies of the h istoric photographs of the vessels.  
Jerry Liv ingston turned al l  of our  hasty maps and d rawings i nto the excel lent 
g raph ics inc luded in  this pub l ication.  Dan Len i han ,  Ch ief of the Submerged 
Cu ltural  Resources U n it, revi ewed this manu script in  d raft form and made several  
he lpfu l suggestions.  F ina l ly, Andy Ketterson, Ch i ef of Cultu ra l  Resources 
Management, M id-west Reg iona l  Office, has been supportive of this project since 
its inception and obta i n ed fund ing for publ ication of this report. 

To ni Carre l l  

xiv 



EXECUTIVE SUMMARY 

Dur ing the i nvest igat ions of the h i storic wood en vessel i n  J u l i a n  Bay, no s ing le 

p iece of  ev idence was located that  would conclusively prove that  the vessel 

u n der investigation was the schooner barge NOQUEBAY. When ta ken together, 

howeve r, the h istoric record and the physica l  re ma ins  strongly sugg est that the 

sh ipwreck located off Stockton Island i s  i ndeed NOQU E BAY. 

The vessel is in an excel lent state of preservat ion with more than 90% of the h u l l  

present and exposed, a t  least on a seasonal  bas is. Other than  evidence of 

b u rn ing in the bow and on the keelsons, the wood used to construct NOQU E BAY 

is sti l l  hard a n d  the structural i ntegrity of the var ious components, as they a ppear 

today, is u ncompromised.  Litt le rust ing has occu rred on any of the meta l 

e l ements or artifacts fou n d  at the site. The bow conta ins  a r ich assem blage of 

smal l  porta b le  a rt ifacts wh ich, by their  natu re, a re h ig h ly suscepti b le  to looti ng.  

For that reason protection of this s ite i s  part icu l a rly i m portant and is  u rged .  

NOQUEBAY's su perb state of  preservation and the potentia l  r ichness of  the 

a rt ifact assemblage make it a strong cand idate for nomin at ion to the Nationa l 

Register of H istoric Places and add it ion to the National  Park Service List of 

Cla ssified Structures. 

Beca use of her sha l low deposit ion, th is  vessel i s  a prime cand idate for 

i nterpretat ion.  Th e sha l lowness and c larity of the water over the s ite, p lus  its 

protected location would not present any safety hazards  to snorkelers or even 

i n experienced scuba d ivers. 

It i s  not recommended that the site be  perm a nently c losed to v is itat ion in order 

to protect it. However, a management plan and some agreement with the State 

of Wisconsin,  that wi l l  d i rectly address da i ly m a nagement a n d  protection, i s  
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needed pr ior to m a ki n g  the s ite access ib le  to the pub l ic .  An energ et ic  education 

campa ign d i rected at both the non-diving and diving pub l ics o n  the i mportance 

of leaving a rt ifacts and the site u n a ltered is  a lso necessary to protect NOOUEBAY 

over the long  run.  
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I. I NTRODUCTION 

This study of the rem a i n s  of a h i storic wooden vessel located in Ju l i an  Bay on 

Stockton Is land has been des ig ned with in  a park m a nagement fra mework. The 

proj ect was geared towa rd generat ing i nformat ion that would be useful  in 

su bmerged cu ltura l  resources site protection, v is itor safety, and i nterpretation, in 

meeti ng Federal compl iance requ i rements, in  contri but ing to the story of the park 

and the mariti me h i story of the G reat Lakes, and  i n  a nswer ing questions of 

genera l  a rcheologica l  a n d  h isto rica l importance. 

Projects, l i ke the one at Apostle Is la nds, which a re ant ic i pated to run over several 

yea rs, f ie ld sessions,  or where fu nd ing, time constraints and park priorit ies d ictate 

a segmented approach,  req u i re spec ia l  attention in the p lann ing  of phases and 

the seg mentat ion of  work und erta ken.  The results of  each seg m ent shou ld  meet 

specific management needs and  be  ab le  to sta nd a lone a s  i nd iv idua l  management 

documents. The overa l l  s u bmerged cu ltural resources managem ent approach 

may be conceptua l ized as  d i sti nct phases or steps; the idea l  course of research 

leading i n  a log ica l  seq uence through i n it ia l  assessment, s u rvey of port ions of a 

pa rk, and then inventory of a l l  known su bmerged resou rces i n  a n  a rea.  Each of 

these steps is d iscussed in g reater deta i l , as separate report formats of the 

S u bmerged C u ltura l  Resources U n it, e lsewhere in this report. This sequence of 

steps may be p hysica l ly . d ivided by t ime, space, and report ing ,  or  conducted 

concurrently and  reported on in one document when a project run s  conti nuous ly. 

Park fu n d i ng,  pr iorit ies, and  other constra ints rarely permit the idea l  research 

sequence to occ u r. More commonly it is seg mented and cond ucted in response 

to specific management needs. The Apostle Is lands  project fa l l s  i nto the latter 

category, be ing underta ken to docu ment a recently d iscovered, h i g h ly  sensitive 

resource which,  by its a ccess ib i l ity, i s  q u ite vu lnerab le  to vis itor i mpact.  
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The f ie ld research undertaken i n  1 984, and reported here, presents the results of 

investi gat ions at the s ite and provides recom mendat ions fo r the long term 

management, i nterpretat ion, and p rotection of the sh i pwreck rema ins  ident ified as 

NOQUE BAY. 

Proj ect Objectives 

The goa l  of this p roject was to thorough ly  document the rem a i n s  of a h i storic 

wooden vessel, located off Stockton Island ,  in an effort to determ ine the nature 

and extent of the wreckage which wou l d  lead to its poss ib le  id entificatio n  and a 

determ inat ion of its h i storical  s ign ifica nce. The p u rpose for gatheri n g  th is  

i nfo rmation was for  the short and long-term m a nagement of the s i te  by the 

Nat iona l  Pa rk Service i n  cooperation with the State of Wiscons in .  

Resea rc h  Design 

The questions this research was designed to address were pr imari ly descriptive 

in  natu re and fa l l  i nto three categories: 1 )  What is  the natu re of the marit ime 

construction and tec h nology d i sp layed by the h istoric wooden vessel (i .e., 

p res u m a bly a schooner barge c irca 1 872) off Stockton Is land; 2) How have 

sha l low-water wrecki n g  processes affected site d eteriorat ion/preservat ion and 

research
· 

potent ia l ;  and 3) What social,  econom ic, and environmental  condit ions 

extant on the G reat Lakes, particu la rly  La ke Super ior, have affected the nature and 

deposit ion of sh i pwreck rema ins  i n  the Apostle Is lands reg ion and how d oes the 

vessel  at Stockton Is land fit i nto this h istorica l  context. 

The pr imary objective of the p roject was site documentation and id entif icat ion.  

Therefore, specific q uestions were posed address ing g en eral vessel construction, 

that i s, hu l l  confi g u rat ion  and fram ing, i nternal  o r  external strengthen i ng,  hatch 

a rra ngement, centerboard construction, and a lterat ions o r  repai rs.  These are 

addressed pr imar i ly  i n  Chapter IV. 
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The question of sha l l ow-water wrecki ng processes and their  i m pacts to phys ica l  

s ite i ntegrity and research potent ia l  a re addressed i n  Chapters IV and V. 

F ina l ly, the relationsh ip  betwee n  the d eposit ion of sh i pwrecks in  the Apostle 

Is lands reg ion,  specifica l ly  the vessel  at Stockton Is land,  and the socia l, economic 

and envi ron mental m i l ieu on the G reat La kes around the turn of the centu ry is  

addressed in  Chapters I I  and  I l l .  

Fund ing 

Th is  project was fun ded from the Apostle Is lands Nat ional  La keshore ONPS 

(Operation of the Nat ional  Park System) accou nt, and by the S u b merged Cu ltural  

Reso u rces U n it, Southwest Cu ltura l  Resources Center. 

Project Ma ndate 

The Apostle Is lands enab l ing  leg is lat ion specifica l ly  addresses the n eed for 

protection of cu ltural  resources for pub l ic  enjoyment and " . . .  u n derstand ing  of the 

u n ique n atural ,  h i storical ,  sc ientific and a rcheological  features of the Apostle 

Is lands . . . .  " The pa rk's Ma ster Plan ( 1 97 1 )  and Statements for Ma nagement ( 1 977, 

1 982) rei nforced the enab l ing  leg is lat ion regard ing  cu ltura l  resources and states 

that: 

Cu ltural  resources preservat ion [goals a re] to ident ify, 
i nventory, and prese rve the Lakeshore's cu ltural 
reseurces in accordance with leg is lative and executive 
req u i rements and NPS h istoric preservat ion pol ic ies .  

Addit iona l  objectives a re: 

to a cq u i re i nformat ion through surveys, research, and  
other  means; [ a n d] to protect known c u ltural  s ites by 
mit igat ing  known damage . . . .  

The f ie ld work undertake n  i n  th is  i n it ia l  effort to document one of the sh ipwreck 

resources i n  Apost le  Is lands Nationa l  Lakeshore meets these o bjectives. The study 

was designed to maximize d ata returns from a very l i m ited t ime, fundi ng,  and  
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personnel base i n  order to begin "fi l l i ng  in  the b lanks"  for a total submerged c u ltura l  

resources i nventory of the pa rk. 

Project Dates a nd Partic ipants 

F ie ld work began on September 1 7  and  concl uded on September 27, 1 984. Al l  

activit ies took place wit h i n  the La keshore loca l ity of Stockton Is land .  Ten Nation a l  

Park Service empl oyees, from t h e  Midwest and Southwest Region and 1 4  

Vol unteers-in-Pa rks part ic ipated i n  t h e  1 1 -day project. T h e  project involved 2 4  

ind iv iduals ;  a total o f  5 4  persond ays o f  d iv ing a n d  approximately an addit ional  2 0  

persondays o f  work were completed, exc lud ing donated p reparation and p l a n n i n g  

t ime o f  key personne l  i n  t h e  two Regiona l  Offices, the Park, and t h e  Southwest 

C u ltura l  Resources Center. 

The fol lowi ng people contributed to the success of the 1 984 researc h p roject at 

Apostle I s l and s  Nat iona l  La keshore:, 

Pat H.  M i l ler  - S uperintendent, Apostle Is lands Natio n a l  Lakeshore 
Dan iel J. Len ihan  - Ch ief, Submerged Cu ltural  Resources U n it 

Apost le  Is la nds Nationa l  La kes hore 
B i l l  Ferra ro - C h i ef, Divis ion  of Ranger  Services 
Kate Lidfors - Park H istori a n, D ivis ion of P lann ing  and Resources 
E len Ma u re r  - Divis ion of Ranger Services; d iv ing ass istance 
Steve Kacvinsky - Divis ion of Ma i ntena nce; research boat operation 
Brent McGinn - Divis ion of Ra nger  Services 
Bob Hatton - Division of M aintenance 
Lydia  Ferraro - Divis ion of Maintenance 

Vol u nteers-in-Pa rks (VIPs) 
Bob Ba i ley - S m ith Divi ng;  d iv ing ass ista nce 

,Dick Boyd - Petrie Scuba lab; d iv ing ass istance 
Tom Caine - Diving ass ista nce . 
Tim Ca rpenter - Wiscons i n  State Parks; d iv ing assistance 
G a ry C holwek - Self  Propel led Shop; d iv ing ass istance 
LaMonte F lorentz - Scuba Outlet Store; d iv ing assista nce 
Tim H ue lster - Seaview Divi n g  Center; commerc ia l  d ivi ng operations and diving 
a ssista nce 
Pat  H u sc h ka - cook 
John  "Jack" Jones - Seaview Diving Center; commercia l  d iv ing operations and 
d ivin g  a ss istance 
James Kel ler  - Self Propel l ed S hop; d iv ing assi stance 
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Teresa Kel ler  - cook 
C. Patr ick Labadie - Cana l  Park Mar ine M u seum; d iving assistance, s ite a n a lysis 
Fran Potvien - La nd of the Loons Scu ba; divi n g  ass istance 
Joe Strykowski - Divecon; photography 

Subm erged Cu ltura l  Resources U n it 
Ton i  Carre l l  - Archeologist; Princ ipa l  I nvestigator 
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I I. THE PLACE OF NOQU EBAV 

I N  

APOSTLE ISLANDS MARITIME HISTORY AND 

IN GREAT LAKES VESSEL DEVELOPMENT 

Shi pwreck Resources 

The potent ia l  variety of sh ipwreck resources that lay with i n  the Apostle Is la nds 

reg ion  m i rro rs the marit ime h i story of the G reat Lakes. Smal l  craft used by 

nat ive popu lat ions for subsistence, trade, and coastal  travel ,  were fo l lowed by .the 

canoes of French explore rs and traders, poss ib ly as ea rly as 1 630, a long the 

south shore of Lake Superior  (Qu i m by 1 966). Near  exc lus ive trade with the 

French conti nued throug h  the mid- 1 700s when Brit ish and American traders 

a p peared. Al l  three g roups re mained active i n  the a rea through the ea rly 1 800s 

(Salzer and Overstreet 1 976). Can oes, and later batea ux, remained the m ajor form 

of water tra nsport on La ke Su perior u nt i l  the early 1 800s. Sa i l ing  vesse ls  began 

appear ing o n  the La ke after 1 802 (C.P. La badie, personal  com m u n icat ion) .  The 

vessel  ASTOR was among the earl i est, appear ing i n  1 83 5  (Ericson 1 962) .  After 

1 850, schooners, . brigs, ba rks, padd lewheel stea mers, schooner barges, wooden 

screw stea mers, then later com posite, i ron- and steel-hu l led vesse ls  a p peared i n  

rapid succession tra nsport ing l u m ber, coal ,  wheat, 
�
passengers, a n d  m ixed fre ight. 

In add it ion to the l arge com merc ia l  vessels, th e re were various smal ler  fish ing  

craft, tugs, sa i l ,  and  motor boats used throughout the region. I n  the 1 800s, a n  

increased demand for raw materia ls ,  i n  quantities  suffic ient t o  support the rapid 

i n du str ia l  and populat ion g rowth throughout the G reat Lakes reg ion ,  resulted i n  

t h e  developme nt o f  specia l ized vessel s  t o  carry qua ntities o f  b u l k  fre i g ht and 

package goods. 
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The  h istorica l ly documented sh ipwreck popu lation i n  the Apostle I s la nds region 

i n c ludes a cross sect ion of vessel  types representative of the d ive rs ity of G reat 

Lakes m arit ime activit ies and commerce. A prel i m i n a ry l i st of casua lt ies revea led 

m o re than 500 acc idents or l osses occurr ing between 1 870- 1 940. Nea rly 75 of 

these vessel casua lt ies are bel ieved to have left some physical  re m a i n s  on the 

Lake bottom (Holden 1 985). Of these, approximately 20 are in the i m mediate 

v ic in ity of those is lands which are part of the Apost le Is lands Nat iona l  La keshore 

(F igu re 1 ) . 

Vessels engaged i n  the transportation of passengers, package a n d  b u l k  freig ht, 

sa lvage activities, a n d  fish ing  evolved to meet economic a n d  e nvi ron mental 

n eeds of the Great La kes. The ro le of these specia l  purpose vessels i n  the 

i n d u stria l  and economic g rowth of the Lakes, a nd thei r context with in  the 

m a rit ime development of G reat Lakes vessels, a re i m portant e lem e nts i n  our 

u ndersta nd ing  of the h i storica l  s ign if icance of i n d iv idua l  vessels. 
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Name(s) 

M. R. WARNER 

KAKABEKA 

MAY CORGAN/ 
MARY CARGAN 

SEVONA aka ;I 
EMILY P. WEED 

ELIZA 

HERRING KING aka 
FISH HAWK 

UNIDENTIFIED 
Harold Dahl, owner 

FRED & WILL 

CHARLES SCHUPE 

PRUSSIA 

NOQUEBAY 

Figure 1. Survey of Vessel Types 
in the immediate vicinity of 

Apostle Islands National Lakeshore* 

Construction 
Type 
Propulsion 

wood 
schooner barge 
sail/tow 

wood 
passenger/package 
screw steamer 

wood 
passenger/package 
screw steamer 

steel 
bulk freight 
screw steamer 

wood 
tug 
screw steamer 

wood 
fish tug 
screw gas 

unknown canst. 
open 
screw gas 

wood 
tug 
screw steamer 

wood 
schooner gen. cargo 
sai 1 

wood 
passenger/package 
screw steamer 

wood 
schooner barge 
sail/tow 

Date Built/ 
Date Lost 

1873/1894 

1885/1895 

Pre-1887/ 
1891 

1890/1905 

1892/1902 

n.d./1917 

n.d./1928 

1867/1878 

n.d./1870 

1873/1885 

1872/1905 

General 
Location 

Sand Island 

Sand Island 

Sand Island 

Sand Island 

Sand Island 

Sand Island 

Sand Island 

Between Sand Island 
& Mainland 

Between Sand Island 
& Mainland 

Between Sand Island 
& Raspberry Island 

Stockton Island 
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Figure 1. Continued 

JOSEPHINE 

R. G. STEWART 

AUSTRALASIA 

PRETORIA 

EGYPTIAN 

MARION/MARINA 

UNIDENTIFIED 
Francis Bachard� owner 

UNIDENTI FIED 
Charles West, owner 

T. H. CAMP 

UNIDENTIFIED 
Billy Swinehart, owner 

wood 
schooner/gen. cargo 
sai 1 

wood 
passenger/package 
screw steamer 

woo
·
d 

bulk freighter 
screw steamer 

wood 
schooner barge 
sail/tow 

wood 
bul k freight 
screw steamer 

wood 
bulk freighter 
screw steamer 

wood 
sailboat 

unknown canst. 
open 
screw gas 

wood 
tug/package freight 
screw steamer 

wood 
speed boat 
screw gas 

* campi led from Engman 1976, Holden 1985, Kel l er 1984, Wolff ·1979 

n.d./1877 

1878fJ.899 

1884/1889 

1900/1905 

187"11885 

1889/1898 

n.d./1899 

n.d./1929 

1876/1900 

n.d./ 1 929 

Michigan Island 

Michigan Island 

Michigan Isl and 

Outer Island 

Raspberry Island 

Raspberry Island 

Basswood Island 

Bass (sic) Island 

Between Basswood & 
Madeline Islands 

Between Basswood Island 
& Mainland 



Vessel Context and Development 

Schoone rs 

G reat lakes schooners and schooner barges evolved to meet the need for the 

movement of passeng ers, genera l  cargo, and bu lk  fre ight throughout the region. 

These vessels were l i m ited i n  ove ra l l  size and draft by the width and depth of 

cha nnels ,  canals ,  and rivers connecti ng  the six G reat lakes. Beca use of the 

difficu lty of trave l i ng  u p  to la ke Superior, the use of these vessels on that l a ke 

lagged fa r behind the fou r  other lakes. It was because of th is  d ifficu lty that 

canoes and bateaux were the vessels of choice up to the early 1 800s on 

Su perior. 

The fi rst passenger and general  purpose cargo tra nsports on the G reat lakes and 

on lake Superior were the b i rch bark  canoes of  the n at ive populat ions.  -They 

were qu ickly adopted by the French, in  the early 1 600s, and then by Brit ish and 

American explorers, tra ppers, and traders as  they each entered the a rea.  These 

vessels varied in  size from 1 3  to 35  feet in  length and were capab le  of carrying  

u p  to  1 ,000 lbs. I t  was  the larger ca noes, the canots du  ma itre, that  were used 

between Montreal  and the head of lake Su perior, and sma l ler  25 foot canoes, the 

canots du nord, that were used o n  lake Superior  to points n orth and west, fi rst 

by the French, then by the Brit ish and Americans (Barry 1 973:28). The bateau was 

in  use on the G reat lakes by 1 687 for mi l itary purposes, and then later it was 

used for transportat ion of passengers and genera l  freight. This vessel  is  c losely 

re lated to the North  Atl a ntic dory with its nea rly f lat bottom, longitudina l  

p lanking,  and pointed bow and  stern. A bateau of norm a l  s ize wa s approximately 

40 feet long with a beam of 6 feet and was capab le  of ca rry ing 3 to 5 tons of 

cargo. These vessels were low, o pen boats that had a mast, sai l ,  oars and  

sett ing poles; for  use i n  the  shal lows, and were manned by  a c rew of 5 or  6 

(Ba rry 1 973:30). Because of its l ightness and portabi l ity it qu ickly  join ed the 

canoe o n  lake Superior. 
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The fi rst fu l l -f ledged sa i l ing vessel to appear  on the G reat Lakes was GR IFFON, 

bu i lt by La Sa l le  in 1 679.  The sh ip  was probab ly 60 to 70 feet long, 1 6  feet wide 

with a depth of 8 feet. ·Typica l ly, the ga l l i ot, of wh ich  G RI FFON was a member, 

was a rou n d  vessel  with a curved stem a n d  h i g h, round stern, designed for 

hand l ing  m ixed carg o  (Ericson 1 962:3).  She may h ave had three masts, two of 

which were square-rigged a n d  the th i rd,  the m i zzen, lateen-rigged (Barry 

1 973: 14) .  I n  1 726 schooners a ppeared on the G reat Lakes; these were typica l ly 

r igged with square topsa i ls  on both the fore and mainmasts. The officers' 

quarters were aft u nder  a ra ised quarter deck and the c rew wa s forward. Th ese 

vessels were 75 to 80 feet in  length and could accommodate 40 to 80 sold iers 

and a crew of 1 0  to 1 2  (Ericson 1 962:5) .  With the  a ppearance and threat of 

British control of the G reat Lakes i n  1 755, a f lu rry of vessel construction by both 

the Frenc h  a n d  Brit ish  occu rred. At the end of the Seven Years War in 1 763 

there were better than a dozen vessels on La ke O ntario, of var ious sizes a n d. _ 

descri ptions,  under  the Brit ish flag. 

Severa l vessels were b ui lt  by the Brit ish between 1 763 and 1 8 1 3  for both upper 

and lower l a ke service.  Fol lowing the Revo lution, many American  merchant ships 

began to a ppear, p ri m a ri ly  on Lake Ontario. Most of these vessels  were smal l  

s loops a n d  schoo ners (Ericson 1 962: 1 3) .  Although the Brit ish had ceded the · 

southern shores  of the the Great Lakes to the U n ited States,  strong Brit ish 

control over the a rea reta rded the passage of any but British government 

vessels. Protests over the situation led to the l i cens ing  of p rivate sh ip buitd ing.  

The North West Company responded, and i n  1 785 the  7 5-ton s loop OTTER was 

bui lt on Lake S u perior; m o st l i kely the fi rst fu l l  r igged m erchant sa i ler  o n  the lake 

(Ba rry 1 973:24). 

After the war of 1 8 1 2  m e rchant sh ipping f lourished on the Great Lakes. Vessel s  

were adapted to varyin g  l oca l  condit ions o f  w i n d  a n d  weather, sha l low harbors 

and interconnect ing  c a n a l s, n arrow rivers, a n d  the stee p  choppy waves of the 

open lakes.  Observatio n s  made by n aval experts a s  early as  1 788 d efined the 

fore-and-aft r ig  a s  the  m ost su itable for lake vessels .  Later combinat ion rig s  

were developed; three-m a sted barks, square-rigged o n  t h e  two forward masts 
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with a fore-and -aft mizzen, 

square-rigged, were often used.  

and ba rkentines with on ly  the foremast 

The two- masted square-rig ged b rig g ave way 

to the brigant ine with one fore-and-aft mainmast a nd a squa re-rigged foremast. 

Despite these modifications the topsail schooner was the m ost widely u sed rig 

on the l a kes (Er icson 1 963: 1 5- 1 7).  

Th roughout the ea rly 1 800s there was expa nsion in vessel  deve lopment and 

construction in the Great Lakes as  wel l  as  a long the Eastern Seaboard .  New 

ideas were rapidly introduced and sailing sh ips  became l a rger  and m o re effic i ent. 

La ke sa i lers were usua l ly b uilt with a square stern and a mizze n m a st that was 

shorter than the fore- and m a i n masts. They had sha l low-d raft h u l l s  and most 

had a drop keel or centerboard, u sefu l i n  shoal  water. 

Lake vessels cha nged as  commerce increased and  h arbors, cana ls, and  channe ls  

were developed. The early upper  l a ke trade req uired portage of  carg o  at Sau lt St. 

Marie and vessels navigatin g  the St. Lawrence were limited by exist i n g  cana ls  to 

a 6 foot draft, 1 00 foot l en gth, and  20 foot beam. The opening of the Wei land 

Cana l  i n  1 829 a l lowed vessels  to bypass N iagra Fa l l s  between La kes E rie and 

O ntario. Only a few vessels  were o n  lake Superior as  l ate as  1 839; i n  1 845 the 

smal l  fl eet was supp lemented by the addit ion of  6 schoon ers portaged across the 

Sao· (Ba rry 1 972:68). I n  1 849 the St. lawrence was improved and  a vesse l  with a 

draft of 9 feet could pass.  The opening of the Sao locks i n  1 85 5  resulted in a 

dramatic increase of shipping o n  lake Su perior. later, the develo p me nt of the 

iron and lu mber trades in  the regio n  required l a rger sh ips; s hipbui lders responded 

with construction of sail i ng  vessels topping 200 feet i n  length. 

I n  the ea rly 1 800s the stea mer  appeared o n  the G reat lakes.  Side 

paddlewheelers carried passengers primari ly, a s  wel l  as  packag e  freight. 

throughout the lakes. By the 1 850s l a ke paddlewheel  stea mers had become large 

a nd ornate. They quickly deve loped a reputation for rel i a bi lity and  speed that 

was extremely attractive to the passenger trade. It was n ot uncommon for these 

vessels to carry 400 to 500 passengers, in  addit ion to twice that n u m ber of 

emigrant  passengers in steerage.  The schooner cou ld  n ot readi l y  com pete 
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aga inst the stea mer for passenger traffic, b ut they were wel l  su ited for b u l k  a n d  

package cargos. I t  w a s  the schooner, therefore, t h a t  dominated t h e  commerc ia l  

trade on the Lakes. By  1 870 more than 2,000 sa i l i ng  sh ips  were l i sted on the 

upper l a kes; e ig hty percent of  these be ing sc hoon ers (Ericson 1 963: 1 9) .  

A typ ica l  l u m be r  schooner of the 1 850s was LAFAYETTE COOK. A "ca n a l ler,"  that 

i s  a vessel capab le of pass ing through the Wei l and  Canal ,  COOK had a boxy h u l l  

and  flat bottom, w a s  1 1 3 feet i n  l ength, 2 1 - 1 /2 feet wide, had a n  1 1  foot depth of 

hold ,  a n d  a d raft of 9 feet. She was equi pped with a centerboard, to m i n i m ize 

leeway (s id eways) d rift and to increase ma neuverab i l ity, and her bowsp rit and 

j i bboom were ca nted u p  at a steep ang le  to c lear  the lock g ates. L,u m ber 

schooners, l i ke LAFAYETTE COOK and NOQU EBAY, were l ightly b u i lt i n  

compar ison to t i m b e r  schooners w h i c h  had th icker spars and stu rd ier  h u l l s .  

Lumber sc hooners carried l u m ber both i n  t h e i r  ho lds  and on t h e  decks a n d  h a d  

t o  be a ble t o  withstan d  extensive wear a n d  tear (Ba rry 1 972:64). NOQU EBAY h a d  

her developme nta l  roots i n  vessels s im i l a r  to LAFAYETTE COOK. 

Schooner Barges -- The Place of NOQUEBAY i n  G reat La kes Vessel  Developm ent 

Sa i l i ng  vessels sti l l  domi nated G reat Lakes trade fol lowing the Civi l War; b u l k  

fre ight a l m ost exc lusively being ca rried b y  schooners.  At t h i s  t i m e  s h i p  owners 

bega n  experi me nt ing with towing.  They qu ickly found that it was economica l ly  

more feas ib le  to tow than  to sa i l  heavi ly laden vesse ls  through tr icky channe ls  

with u ndependab le  w inds, th us i n it iat ing the "consort" system. I n  1 867 the ste a m  

donkey eng ine  w a s  developed a n d  fi rst u s e d  on the  G reat Lakes (Barry 1 974 :94).  

Th is  s imp le  device q u ic kly revolutionized the u n l oad ing of b u l k  cargos (Ba rry 

1 974:94), thus reduc ing  the turn a round t ime necessary to complete a tri p. The 

combi nat ion of these two, seeming ly u n re lated, events accelerated the a l ready 

rapid ly  g rowi n g  demand for b igger more eff ic ient vessels capable of carryi n g  

l a rger b u l k  cargos.  

The response of lake s h i p pers was to extend the use  of tows whi le  deve lop ing  or 

adapt ing  vessels for b u l k  sh ipments. Fo l lowin g  the pan ic  of 1 857 there were 
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n u merous large steam boats sitt i ng  id le  a n d  ava i lab le  for conversion to barges. 

The use of the tow or schooner barg e  spread ra pid ly throughout the Great Lakes 

as  wel l as  the Eastern Seaboard duri n g  the late 1 860s and early  1 870s (Barry 

1 974; Morris 1 984). These vessels,  pu l led in tandem by a tug,  were able to 

transport larger cargos on each roun d  trip, more effic iently a n d  m o re rel i ab ly, 

than the sa i l ing  schooners. In 1 87 1  the use of a steam barge, rather  than  a tug, 

was i ntroduced on the Great Lakes (Mansfie ld 1 899:4 1 1 ), althoug h  they had been 

used elsewhere since the m idd le  1 860s. LIZZIE MADDEN, a steam barg e, regu larly 

towed NOOUEBAY, a long with several other  schooner barges. 

The schooner barge d iffered from other  barges i n  that she  carried some sa i ls  on 

masts that were reduced i n  size from a trad ition a l ly r igged schoone r. The sai ls  

p rovided add it iona l  power to m ove the tow when the wind was favorable,  and 

they were a lso used i f  the vessel broke free or had to be cast l oose d u ri ng a n  

emergency. Because o f  t h e  l im ited s a i l  ca rried b y  t h e  schooner b a rge,  i .e.  usually 

noth ing above the lower courses and a fore staysai l, fewer c rew m e mbers were 

required.  The savings to the owners on c rew wages a n d  the i n c reased capac ity 

of a mu lt i-barge tow resulted in the ra p id  demise of the sa i l i ng  schooner  for bu lk  

cargo transport. By  the  t ime the last ful ly r igged schooner was launched at  

Man itowoc i n  1 889, the  success of  the  consort system (towing barges with 

schooner  barges) was unq uest ioned (Morris 1 984: 1 -2). 

Because of a world-wide depression dur ing the 1 870s a n d  1 890s, a n d  the 

success of the schooner barge, many sa i l i ng  vessels were out of work. Often 

sold at a fract ion of their orig ina l  cost, they were purchased by sh ipping 

compan ies engaged in bu lk  trade and converted to schooner barges.  By th is  t ime 

the method of convers ion from a sa i l ing sh ip  to a schooner b a rg e  had  become 

standardized. Both convers ions a n d  constructio n  of  new schooner  barges 

resulted i n  vessels with s im i la r  overa l l  construction e lements. 

During a conversion, the rigg i ng was cut down to just the lower section of each 

m ast a n d  the bowsprit was cut off f lush with the stem. Lower sai ls were left in 

place, a lthough red uced i n  nu mber. Vessels constructed a s  schooner barges had 
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s i m i l a rly  short masts, which were normal ly  2 to 3 i n  number. The foremast and 

the re ma in ing  m asts were set u p  with two backstays; the  headstay from the 

foremast sec u red aft of the tow bitts and forward of the wind lass.  Sa i l s  were 

usua l ly  r igged "ru n n i ng" so that they could be moved out of the way d u ring  

load ing  and u n load ing operat ions.  Runn ing  rigg ing  was made fast to  a p in  ra i l  at 

each· mast or to p in  ra i l s  ins ide the backstays. Most schooner barges were bu i lt 

without cha inp lates or channe ls; i nstead the ir  backstays ended with turnbuckles 

at the· deck i ns ide the ra i l .  G aff rigg ing  was common. 

Morr is ( 1 984 : 1 1-27) p rovides a genera l  progress ion fo r schooner barge 

convers ions.  Briefly summa rized, d u ri n g  a co nversion the forwa rd deckhouse was 

often removed and a contin uous series of hatches were added that ra n the entire 

length  of the m a i n  deck. Extra t imbers were normal ly added when the h atches 

were extended or en larg ed, in a n  effort to offset the stru ctural wea ken ing  which 

occurred d u ri n g  modif ication .  Vessels  con structed as  schooner  barges a lso 

exh i b ited a c lear, u nb roken deck and conti nuous  hatches. En larg ed or extended 

hatches often resulted in the tendency of vessels to become "hogged" or lose 

sheer, requ i ri n g  some add itio n a l  longitu d i n a l  stre ngthen i n g  of the hu l l .  

The  p i lothouse was  l ocated on top  of the afterhouse i n  order to  provide the p i lot 

a c lear  view of the tug and barges a head and beh ind .  A s m a l l  ste a m  donkey 

eng ine was placed forwa rd, below decks; the stack protrud i n g  up though  the 

main deck s l i g htly aft of the wind lass.  Th is  engine was u sed to ho ist a n chors, 

sa i ls, work the pumps a n d  i n  some cases to provide ass istance  with the  load ing 

and u n l oa d i n g  of cargo. Runn ing l ights were l ocated forward, i n  the  s h rouds 

severa l feet a bove the ra i l .  Tow b itts, for the l ine, were placed forwa rd and aft 

a long with a bow chock ove r  the head or a longs ide of the stem. Although  the 

freeboard of a converted vessel m ay end u p  red uced, the overa l l  cargo capac ity 

of the schooner barg e  .usua l ly  rema ined a bout the  same. Schooners a n d  

schooner barges a lways carried a l ifeboat o r  yawl boat (Morr is 1 984: 1 1 -27). 

NOQU E BAY, b u i lt i n  1 872 by Alvin A. Turner of Trenton, M ich igan ,  was 

constructed a s  a schooner b a rg e  for the lu mber  and coa l  trades .  At 205 feet i n  
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length, and  capable of carry ing  1 ,024,000 board feet of l u mber or  1 ,350 tons of 

coal, she exh ib ited m a ny of the construction e leme nts d iscussed above and was 

typica l  of the schooner barges of her day. 

Lumber production i n  the G reat Lakes reg ion reached a peak i n  1 882, 1 0  years 

after NOQU EBAY was bu i lt. Movement of l u mber via lake s h i ppers beg a n  to 

decl i ne  in the late 1 890s as  forests close to l a ke ports were depleted and 

sh i pment by ra i l  became more eff ic ient and economica l .  Coa l  s h i pment by l a ke 

ca rriers steadily i ncreased after the completion of cana ls  and ra i l roads, from 

m i nes to sh ipp ing ports in the early 1 850s. It was n ot u nt i l  the early  1 880s that 

ra i l roads began to successfu l ly com pete with l a ke ca rriers. NOQUEBAY was 

active in  the lumber tra de d u ring  its peak and was tra nsport ing coal and  b u l k  salt  

across the l a kes before ra i l  traff ic was feas ib le .  

Schooner barge construct ion and convers ions conti n ued through the 1 890s. The 

construction of  schooner  barges, beg i n n i n g  i n  the l ate 1 860s, peake d  before the 

turn of the century and then saw steady dec l ine d u e  to the widesp read a doption 

of the b u l k  fre ighter, which had been i ntroduced i n  1 869 (Ba rry 1 97 4;  Morris 

1 984). In  1 868, 28 schooner barges with a tonnage of 4238 were constructed on 

the Great Lakes; 1 869 saw the construction of 35 barges with a ton n age of 5458. 

In  1 872, the year NOQUEBAY was bu i lt there were l ess than h a lf the n u m ber 

constructed as i n  1 869, however, they were larger vessels  capa b l e  of ca rry ing  

l a rger cargos. By  1 876, o n ly 6 barges were constructed, and the peak  of b a rge 

construct ion had passed.  The effic iency of stee l  bu lk  fre i ghters a n d  the after 

effects of the pan ic of 1 873 both contri buted to the demise of the schooner 

barge. 

Construction fig u res for schooner barges c losely para l l eled the n u m be r  of 

reg istered vessels on the l a kes. In 1 868 the n u m ber of barges reg i stered was 64, 

by 1 872 that n u m ber had j um ped to 1 6 1 ,  and  in 1 874 there were 2 1 6  barges 

registered.  Just 6 years l ater the decl ine  was evident with o n ly 1 65 barges 

reg istered and in  1 887 the ir  n u mbers had d ro pped to 84; by 1 890 o n ly 54 barges 

were reg istered (Man sfie ld  1 899:438-44 1 ) .  Schooner barge con structio n  
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f lourished for a re l atively short period of t ime, from the early  1 860s to the midd le  

1 870s, a lthough they conti nued i n  use wel l  beyond 1 890. I n  the i r  heyday o n  the 

l a kes, schooner barges were active part ic ipants i n  the rapid g rowth of the 

m idwest and upper  lake reg ions during their  micro industr ia l  revo l ut ion.  I n  

add it ion, the schooner barge contr ibuted t o  the esta b l ishment of m a ny lake cit ies 

as  major industria l  ports. 
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Ill. N OQUEBAY BACKGROU N D  

Vesse l  History 

NOO U EBAY was bu i lt by Alvi n A. Turner, master sh ipbu i lder, in T renton,  Mich igan 

in 1 872.  She  was fi rst e n ro l led at the Port of  Ch icago o n  Ju ly 1 3, 1 872, for 

owner Thomas W. Beebe, pres ident of the Peshtigo Com pany, Pesht igo, 

Wi sco n sin .  The vessel was an exact dup l icate of PESHTIGO ( 1 869) and 

MAUTENEE ( 1 873), which were b u i lt  i n  the same yard fo r the same owners. 

NOO U EBAY was bu i lt for the b u.l< umber and coa l  trades and was capable of 

carry ing  1 ,024,000 board feet of l umber and 1 ,350 tons of coal .  At the t ime of 

her  enro l l ment at the Port of C h icago, A. Keith was the vessel 's master. 

Beebee retained ownersh ip of NOQUEBAY u nt i l  Apri l  1 7, 1 874, when, d u ring  a 

change of company officers, she was tran sferred to Wi l l i a m  E. Strong,  the new 

company pres ident. A change in masters a lso too k  p lace and Wil l i a m  N icholson 

assu med co mmand.  She remai n ed based out of Chicago unti l  March  8, 1 875 

when there was a change in her home port to Milwa u kee and a change i n  her 

ma ster. 

Another change of ownersh ip  occu rred in Apri l ,  1 876, when Wi l l i am A. El l is, 

secreta ry of the Pesht igo Company received the vessel; N icho lson once again 

became NOOUEBAY's master. Whi le  NOQU EBAY was owned by the Peshtigo 

Company she was towed by a n u mber of company vesse ls, among which  were 

CLEMATIS, WI LLIAM LIVI NGSTON, ADM. D. D. PORTER, and BOSCOBEL ( later 

renamed OTTAWA), which was eventua l ly lost off Outer I s land  in the Ap ostles not 

far from NOOUEBAY's fi na l  rest ing place.  
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Although Mi lwaukee rema ined her home port NOO U EBAY was tran sferred to the 

Stephenson Tra nsportation Company i n  Mar inette, Wisconsin,  on March  1, 1 893. 

E l l i s  st i l l  reta i ned t it le to the vessel as secreta ry of the new company. 

Thomas F. Madden,  a long with James H. Madden and John J. Madden, purchased 

NOQUEBAY and her s ister s h i p  MAUTEN EE on March 1 5, 1 895. Based out of Bay 

City, M ichiga n, the ne...y owners, each with a 1 /3-share, moved NOQU EBAY to a 

new d istrict a n d  a n ew home of Port Huron. O n  March 29, 1 898, L izz ie Madden 

rep laced James Madden as a 1 /3-owner of the vessel .  John J. Madden turned 

over his 1 /3-share to Thomas Madden i n  January of 1 899 and on January 1 9, 

1 899, E l i za beth Madden became the sole reg istered owner of NOOUEBAY. 

E l iza beth reta ined ownership of the vessel unt i l  her  loss on October 8, 1 905. 

NOQUEBAY and MAUTENEE were frequently towed by the wooden propel ler LIZZIE 

MADDEN (Plate 1 ); the tr io made reg u lar  tr ips between the ports of Du luth or 

Ash l a nd and Buffa l o  or Tonawanda, major l u mber produc ing  and d istri bution 

centers. The vessel's m asters l!nder E l i zabeth's ownership were P. H.  "Paddy" 

Rya n (4/29/99-9/9/02), W. H.  Loh r  (9/9/02-9/1 8/02), Fred Watson 

(9/1 8/02-3/ 1 7 /03) a n d  Andrew Bigger (3/ 1 7  /03 - 1  0/8/05). A summary of the 

vessel's docu ments of enrol l ment is  provided in  Appen d ix A. 

In 1 876 NOO U E BAY was rated B 1 and valued at $23,000. Dur ing her l ife she 

u nderwent several  repai rs and some major m odif ications.  In  1 884 she had 

t imbers rep laced fore a n d  aft, was rated B 1 ,  and  valued at $ 1 4,000; she was 

rec a u l ked in  1 892, rated A2- 1 /2, and valued at $ 1 0,000. She was rec a u l ked aga i n  

in  1 896 a n d  rebui l t  i n  1 900 with a new keel and  sa i l s; h e r  n ew rat ing was A 2  and 

she was va l ued at  $9,000. At th is  t ime, she  was d escribed as  having a 

centerboard, steel a rc hes, steam pumps, and was capable of carry ing 1 3- 1 /2 foot 

deckloads (Great Lakes Register). 

NOQU E BAY's last 6 m onths of operation were p roba bly typ ica l  of the vessel's 

movements under  Madden own ersh ip  (Fi g u re 2). 
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Plate 1 :  The stea m  barge LIZZIE MADDEN frequently towed both NOO U E BAY and 
MAUTENEE.  Photo courtesy of C. P .  Labad ie, fro m  Herman G .  Runge Col lectio n, M i lwaukee 
Publ ic  L ibra ry.  



May 8, 1 905 :  

May 1 6, 1 905:  

May 1 6, 1 905:  

May 1 8, 1 905:  

May 28, 1 905:  

May 30,  1 905:  

May 3 1 ,  1 905:  

June 2, 1 905:  

June 4,  1 905:  

June 9, 1 905:  

June 9,  1 905 :  
June  1 2, 1 905:  

June 1 2, 1 905:  

June 14, 1 905:  

June 1 6, 1 905:  

June 20, 1 905 :  

Ju ly  1 3, 1 905 :  

Ju ly  1 4, 1 905: 

F igure 2. Summary of NOOUEBAY Vessel  Passages 
Duri ng Her  Last 6 Months of O peration* 

Pass:  Detriot, down bound.  MADDEN a n d  consorts; 
6 :40 am.  

Pass :  Detroit, upbound. MADDEN a n d  consorts; 9 :20  
pm. 
Pass:  Port Huron, u pbound.  MADDEN a n d  ba rges; 
1 1 :30 pm.  
Pass :  Sault  Ste. Marie, upbound. LIZZIE MADDEN, 
MAUTENEE, NOQU EBAY. 
Arrived:  Du l uth-Superior, M innesota .  MADDEN, 
MAUTENEE, NOQU EBAY. 

C leared:  Du luth-Su perior, downbou nd to Lake Erie 
Ports [ Buffa lo]. LIZZIE MADDEN and MAUTENEE.  
C leared:  Du luth-Superior, downbound to La ke Erie 
Ports [ Buffa l o]. NOO U EBAY. 
Pass:  Sau lt Ste. Ma rie, down bound.  LIZZIE MADDEN, 
NOQUEBAY, MAUTENEE; 3:30 pm. 
Pass: Detroit, d ownbound.  LIZZIE MADDEN and 
ba rges; 7 :20 pm.  
Arrived:  Buffa lo, New York. LIZZIE  MADDEN and 
barges. 

C leared:  Buffa lo.  LIZZIE MADDEN and barges.  
Pass: Detroit, upbou n d. MADDEN and consorts; 9:30 
am. 
Pass:  Port Huron,  upbound.  MADDEN and barges; 2 
pm. 
Pass: Stra i g hts of Macki naw, u p bound. MADDEN and 
consorts; 1 0: 1 5  a m .  
Arrived :  Racine,  Wiscons in .  LIZZ I E  MADDEN, 
NOQUEBAY, TILDEN. 

Cleared :  Rac ine, Wisconsin,  upbound to Littl e  Cu rrent, 
O ntario. MADD EN, NOQUEBAY, TILDEN. 

Cleared: Buffa lo, New York. NOO U E BAY to Sault  Ste. 
Mari e. 
Arrived: Buffalo, New York. LIZZIE MADDEN from 
Sault. 
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July 1 7, 1 905 :  

July 25 ,  1 905:  

Au gust 3, 1 905 :  

August 9 ,  1 905 :  

Aug ust 1 1 , 1 905 :  
August 25 ,  1 905 :  

August 28, 1 905 :  

August 29, 1 905 :  

August 3 1 ,  1 90 5: 

Septem ber 8, 1 905 :  

September 1 9, 1 905:  

September 2 1 ,  1 905 :  

Septem ber 30 ,  1 905 :  

October 4 ,  1 905 :  

October 8 ,  1 905 :  

Pass: Detroit, u p bound. MADDEN a n d  barges; 3:30 
am.  
Pass: Sau lt Ste. Marie, upbound .  LIZZI E  MADDEN, 
NOOUEBAY, MAUTENEE;  7 am. 

Pass: Sault  Ste.  Ma rie, down bound.  LIZZIE MADDEN, 
NOOUEBAY, MAUTEN EE; 2:30 pm. 
Arrived: Buffa l o, New York. MADDEN and barges. 

C leared: Buffalo.  MADDEN and barges to D u l uth.  
Pass:  Sault  Ste. Marie, upbound.  LIZZI E  MADDEN, 
MAUTENEE, NOOUEBAY; 7 a m. 
Arrived: D u l uth, Wiscons in  l ight for l u m ber to 
Buffa lo.  LIZZIE  MADDEN and barges. 

Arrived: Ash la nd ,  Wisconsin .  
NOOU EBAY, MAUTENEE. 

LIZZIE MADDEN, 

Cleared: D u l uth .  L IZZIE MADDEN and barges. Lumber 
to Buffa lo. 
Pass: Port Huron,  downbound.  MADDEN a n d  barges; 
5 :40 am.  

Pass: Port Huro n, upbound.  MADDEN a n d  barges; 
1 :30 am. 
Pass: Sa u lt Ste. Marie, u pbound.  MADDEN, 
NOOU EBAY, MAUTENEE,  WESCOTI; 8 am.  
Arrived: Ash land ,  Wiscons in .  NOOU E BAY. 

Cleared: Ash l a n d  for Lake Erie Ports.  LIZZI E  MADDEN, 
MAUTENEE, NOOU E BAY. 

NOOUE BAY c a u g ht fire and burned wh i le  en route to 
Buffa lo. She  was beached in Ju l ian  Bay, near  Presque 
Is le Point, Sto c kton Is land.  The loss was reported i n  
the Detroit Free Press, October 1 0, 1 905. 

*(from Detroit Free Press, Toledo Blade, D ul uth  Even ing  Hera ld) 
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Review of the passages provides some ins ig hts i nto NOOUEBAY's trade pattern 

and general  ru nn ing  t imes between ports (F igure 3). Gaps in report ing  pa ssages 

are evident. however, a n  understa nd ing  of the basic activit ies of the vessel can 

sti l l  be g leaned from th is  i nform ati on.  Th e a bove notes a re loose ly  g rouped by 

tri p and a re reported as  they appeared i n  contemporary newspa per accounts. 

It is genera l l y  accepted that NOOUEBAY received her name from the bays located 

in Mich igan, Litt le Bay De Noc and Big Bay De Noc. Various spe l l i ngs  of the 

vessel name have appeared, some as two words, others as  one. O n  her 

documents of enro l lm ent it a ppears as NOQU EBAY, whi le  i n  Mansf ie ld 's H istory of 

the Great Lakes ( 1 899) it appears as  NOQU E  BAY. Contempora ry newspaper 

accou nts h ave the vessel 's name spel led both ways, whi le the n a m e  pai nted on 

her bow appears to be two words.  The documents of enro l l ment a re the vessel's 

offic ia l  records a n d  the spel l i ng there is  considered correct. 

Lu mber p rod uction in the Great Lakes reg ion reached a peak i n  1 882, 1 0  years 

after NOQU E BAY was b u i lt. Movem ent of l u mber via lake sh i p pe rs began to 

dec l ine  in the late 1 890s as forests c lose to La ke ports were depleted and 

shipment by ra i l  became more eff ic ient and economical .  Coal  s h i p ment by lake 

carriers stea d i ly  i ncreased, after the completion of cana ls  and ra i l roads, from 

mines to s h i pp ing  ports i n  the m i d - 1 800s. It was not unt i l  the e a rly 1 880s that 

rai l roads began to successfu l ly  compete with l a ke carr iers.  NOOUEBAY was 

active i n  the l u mber t rade dur ing its peak o n  the Lakes and was tra n sporti n g  bu lk  

salt and  coa l across the l a kes before ra i l  transportation was  feas i b le .  

H istoric Description 

There a re no known p lans  for NOQU EBAY or her s i ster ships MAUTE N EE and 

PESHTIGO (Plate 2 ) .  The on ly i nformation that  i s  ava i lab le  o n  h e r  construction 

comes from her docum ents of enro l l ment. which i nc l udes  o n ly g eneral 

specifi cation s, and h istoric photog ra phs of the vessel i n  tow o r  d o c ked.  Most of 

the i nformation presented below was generated as  a result  of the field work 

conducted on the s ite in September 1 984. 
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Plate 2: NOQUEBAY's s ister sh i ps, MAUTENEE and PESHTIGO, were b u i lt i n  1 873 and 
1 869, respectively. MAUTENEE, shown here at  the Ce ntra l G ra i n  E levator i n  
M i lwa u kee, i s  wait ing fo r a cargo. This view of t h e  vessel ,  fro m her  port stern, 
c learly shows the after deck  house and stern deta i l .  Photo courtesy of C. P. Labad ie, 
from Herman G. Runge Co l lection, Mi lwaukee Publ ic  L ibra ry. 
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NOQUEBAY was a schooner barge bu i lt i n  1 872 to ca rry bu lk  cargos of l u mber 

and coal (Plate 3) .  She was 205.2 feet long, 34.7 feet i n  beam, a n d  the depth of 

her hold was 1 2.5  feet. The vessel 's g ross tonnage was 684.39 and 652.05 was 

her net tonnage. From keel to ra i l  she was bu i lt of wood; a doub le  h u l l  and 

double fra mes were used throughout. She had one deck and a l a rge unbro ken 

hold .  NOQU EBAY had a square stern, p la in  (stra ig ht) bow, and two short masts. 

She was rigged as a modified schooner, i .e. schooner barge, with the fore- and 

mizzenmasts reduced to a lower ma st. These masts were set  u p  with two 

backstays each; the headstay from the fore mast was secured aft of the tow bitts 

and forward of the deck winch .  She  was probably r igged "run n i ng" so that her 

sai ls cou l d  be moved out of the way d u ring  l oad i n g  and u n load i n g. The runn ing  

rigg ing was  made fa st to  a p in  ra i l  a t  each  mast or to  p i n  ra i l s  i n side the  

backstays.  She  was  probably b u i lt without cha in p lates or channe ls; rather her  

backstays would have ended  with turnbuckles at  the deck ins ide  the ra i l .  

NOQUEBAY had a c lear, u n b roken deck with three cargo hatches p lus  a 

booby-hatch.  This deck and hatch a rrangement often resu lted i n  the tendency of 

a vessel to become "hogged" or lose sh eer. As a resu lt she was strengthened 

with a n  i ntern a l  stra p and rod a rrangement. The p i l othouse was aft, possibly 

atop the aft deckhouse which served as  crew quarters. A smal l  steam donkey 

boi ler was p laced below decks in the forecastle .  A deck winch a n d  a wind lass, 

a l so forwa rd, were u sed to ho ist anchors, sa i l s, work the pum ps, and possibly to 

help with load ing  and u n load ing of cargo.  At the t ime of her loss NOQUEBAY's 

lower h u l l  was pa inted white as  was her forecastle (Plate 3), w h i l e  a port ion of 

her h u l l , up to the level of the m a i n  deck was pa inted a dark  co lor, pro bab ly 

b lack. 

Descri pti o n  of Loss -- The Wreck Event 

NOQUEBAY and MAUTENEE, in tow of LIZZIE MADDEN, departed Bayfield,  

Wisconsin ,  on  Sunday morning,  October 6, 1 905, for Bay City, Mich igan .  

NOQUEBAY was loaded with 600,000 board feet of  hemlock l u m be r  (Ash land Da i ly  

Press 1 0/ 1  0/05) bound for  Buffalo's l u m be r  yards. When the tr io  had traveled 
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Plate 3: NOQU E BAY, a l u m ber schooner, was b u i lt i n  1 872 at Trento n, M i c h i g a n  for the 
Pesht igo Company.  This photo, taken in  the 1 890s, shows the vessel heavi ly laden with  a 
lum ber cargo. Photo courtesy of C. P. La bad i e, from Herm a n  G .  R u n g e  Col l ection,  
Mi lwaukee Publ ic  Li bra ry.  



approximately 20 m i les east of Bayfie ld, NOQUEBAY caught f ire i n  the forward 

part of the sh ip, apparently around the donkey boi ler. It was reported i n  

contemporary n ewspaper acco u nts that t h e  f ire sta rted w h i l e  the c rew w a s  eati ng 

their  noon meal  i n  the after deckhouse. As a res ult, crew mem bers d id not 

notice the smolder ing f lames unt i l  they had become widespread and, at that 

point, were unab le  to successfu l ly  f ight them. 

LIZZIE MADDEN i m m ediately started towa rd Stockton Is land, the nearest landfa l l ,  

in  a n  effort to beach the burning vessel i n  shal low water. The crew was able to 

toss overboard approxi mately 1 75,000 board feet of l u mber b efore they were 

forced to abandon sh ip. NOQUEBAY was reported to have burned to the 

waterl i ne, coming to rest i n  J u l i a n  Bay near Presq ue Is le Point on the east s ide of 

Stockton Is land,  i n  a pproxi mately 1 2  feet of water (Plate 4). She was valued at 

$7,000 at the t ime of her loss, and was insured for $5,000 (Detroit Free Press, 

October 1 0, 1 905). 

LIZZIE MADDEN and MAUTENEE proceeded to Sau lt St. Mari e, where they wired to 

Buffa lo that NOQU EBAY and her cargo had burned.  

Post-deposit ional  I m pacts 

Immediately fol lowing the loss of NOQUEBAY, Capta i n  C.  H .  F lyn n, of Du luth, 

traveled to the site on the tug FASHION to assess the damage a nd determ ine a 

course of action for salvage of the vessel .  He  was ab le  to recover the 1 75,000 

board feet of l umber a long with the sh ip's anchors. D u e  to the extent of damage 

to the vessel, no attempt was made to ra ise her, a lthough that poss ib i l ity was 

reported by the Bayfield County Press on October 13,  1 90 5. No other reports of 

contemporary salvage efforts have come to l ight. 

NOQUEBAY lies in a sha l low cove which is  exposed to wind driven waves by 

winter storms. Storms during  the winter of 1 90 5  m ost l i ke ly  contributed to the 

breaking u p  of the vessel.  Ice shelving that winter, and d u ri n g  s ubsequent 
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Plate 4 :  Pari< Ranger E len  Mau rer  poi nts out the approximate l ocation of NOQUEBAY 
on the east s ide of Stockton I s l and. Photo by Fran Potvien .  
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wi nters, contrib uted to the vessel's break u p  and probably dam aged some 

exposed port ions of the vessel .  

The f i rst documented v is it  to the vessel  by d ivers occurred d u r ing a tra i n i n g  

course a t  Apostle I s l a n d s  Nat iona l  Lakeshore in  J u ly 1 984. U p  t o  that t i m e  no 

known sport d iv ing vi sitat ion had occ u rred at  the s ite .  It is  not known whether 

any loot ing of the site had occurred prior to its "d i scovery" in 1 982. 

Prior Research  

Unt i l  1 982 NOQUEBAY rested und istu rbed and n early forgotten . Park  H istori a n  

Kate Li dfors fi rst spotted a n  " u n u s u a l  sha dow or featu re" off Stockton Is land 

d u ri ng an overview f l i ght i n  a sma l l  p lane. Later, Stockton I s l and  Ranger E len 

Maurer took the park boat  o ut to the locat ion that  Lidfors had described and 

looked at the s ite through a scuba face mask. Maure r  confirmed the presence of 

wooden structu re and made a rou g h  sketch of the s ite (Maurer 1 982). 

The s ite was v is ited b riefly by Su bmerged Cultural  Resources U n it archeolog ists 

and sport d ivers in J u ly 1 984, dur ing  a cultual  resources tra i n i n g  sess ion.  During  

su bsequ ent d ives on the vessel i t  was  determined that the  i nteg rity of  the  the 

s ite was very h igh  and that it represented a s ign if icant new resou rce with i n  the 

pa rk. Later, i n  a tr ip report Len i h a n  ( 1 984) recommended that the site be 

docu mented and considered for possib le e l ig ib i l ity to the Nat iona l  Register of  

H istoric Places. I n  September 1 984, the s ite was m apped, p h otographed, and 

videotaped under  the d i rection of  a Submerged Cu ltural  Resources U n it 

a rcheologist. The resu lts of the September documentation effort a re reported i n  

th is  document. 

Ad min istrative Status of NOQU EBAY 

The site was c losed to a l l  sport d iv ing immed iately fol lowing the J u ly d i scovery.  

The site rema ined closed for the wi nter months of 1 984-85 pend i n g  a dec is ion by 

the U.S. sol i c itor on ownersh ip  and j u risd iction over the vessel .  In February 1 985, 
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Apostle Is lands Nationa l  La keshore received the so l ic itor's op in ion which 

determ i n ed that, a lthough the s ite was with in  the 1 /4 mi le  offshore boundary of 

the pa rk, the vessel d id not come under park j u risd ict ion as the State of 

Wiscons in  has retained ownersh ip  of the lake bottomlands (Ferra ro, persona l  

com m u n i cation 1 985). The s ite wi l l  rem a i n  c losed to the publ ic  u nt i l  a resource 

managem ent approach has been jo i ntly agreed u pon by the  Lakeshore and  the 

State of Wisconsin .  
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IV. NOOUEBAY SITE DISCU SSION 

Site Location 

The re mains  of a h isto ric wooden vessel l ie  in a sma l l  cove, known as  J u l i a n  Bay, 

on  the easte rn s ide of Stoc kton Is la nd, with in  the Apostle I s lands  g ro u p  (F igure 

4). The vessel i s  a pproximately 5 m i les northwest of Gu l l  Is land l ight and  1 m i l e  

north o f  Presq ue Is le  Point. The s ite can be located b y  trave l i ng i n  a 

northeaste rly d i rection from Bayfield,  a pproxi mately 20 mi les  to Stockton Is la nd, 

ro u n d i n g  Presque Isle Point and trave l ing  o n  a bear ing of 36 1 ° toward a marsh  

and sma l l  stream outlet (Fi gure 5 ) .  Its u nprotected location (Plate 5) i s  s u bject to  

heavy surge and breaking waves from wi nter storms which come o ut of  the  

east/no rtheast .  Summer  storms n ormal ly do n ot i mpact the site as  the i r  

di rect ion of  travel i s  out  of the  west/southwest. Sand, deposited over the site 

through out the s u m m e r  months, i s  scoured out by winter storms.  Ice she lving 

and movement over the s ite has done l ittl e  overa l l  damage, other  than d i rectly 

contr ibut ing to the vessel 's i n it ia l  break up. 

Research Methodology 

A tota l  of  54 persondays of  d ivi n g  were completed on the wreck. Several  

specif ic objectives were o ut l ined for the Apostle Is lands sh ipwreck project, they 

inc luded :  1 )  obta i n i n g  a verbal descript ion and  photographs of  the  s ite location; 

2) determ in ing  the n atu re and extent of the wreckage present; 3) deve lop ing  a 

base m a p, with photo and video documentat ion,  of the site to a id  i n  a na lysis, 

ide ntifi cation, and i nterpretation; 4) test ing i n  selected areas to determ i n e  the 

method of construct ion and i nterna l  structura l support used in the vessel ;  5)  

fa m i l i a riz ing the Lakeshore d iving,  c u ltural  resource, and protect ion staff with the 

resou rce; 6) provid i n g  add it ional  tra i n i n g  in s u bmerged resources documentation 
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Plate 5 :  View of Ju l i an  Bay, l ooking west, toward Stoc kton Is la nd.  The re m a i n s  of the 
h istoric wooden vessel, NOQUEBAY, a re buoyed at the donkey boi ler  ( r ig ht) and at the 
stern deadwood ( left). 



tech n iques to the 1 2  VIP d ivers part ic i pat ing i n  the project; and 7) provid ing  

recommendat ions for  the vessel 's manage ment. 

The m ethodology used to meet these obj ectives inc luded tr i laterat ion 

measurements of  a l l  wreck elements; photog raphs of  construction deta i ls ;  

videota p ing  of  a l l  s ign if icant features and  m ajor e lements; deta i led measurements 

of art ifa cts, centerl i n e  and s ister keelsons, and the steering gear assem bly; 

l im ited removal of sand overburden in tra nsects on the starboard side of the 

vessel, a long the l i m berways a nd kee lsons; removal of overburden at the wheel 

and steering gear assem bly; and test ing  i n  an a rea i n  the stern, and in a very 

smal l  a rea i n  the bow. Both a n  a i r  l ift and jet pump were used to remove the 

sand overbu rden.  This activity was monitored by diver-to-surface hard l i ne 

commun icat ions and by on-site inspect ions by the pri nc ipa l  i nvestigator. The VIP 

divers, who don ated and used the excavation  equ i pment d isp layed sensitivity to 

the resource and  worked well u nder a rcheolog ica l  supervis ion .  D iver 

recon na issance of the a rea was a lso conducted in an effort to locate addit ional  

pieces of wreckage. With the exception of a larg e  sect ion of trus s  rod protrud ing 

from the sand j ust east of  the main  wreckage concentration, n o  new wreckage 

was located. 

Site Description 

The vessel l i es broken and scattered d i rectly offshore on  a coa rse sand bottom 

which g rad u a l ly s lopes eastward toward the open l a ke .  Depth of water over the 

s ite ra nges from 8 to 1 2  feet and v is ib i l ity averaged 1 5  to 25 feet. There is  no 

s ite n u mber  presently ass igned to the vessel,  e ither by the park or by the State 

of Wisconsin .  

The wreckage f ie ld  trends i n  a North/South d i rection for  approxim ately 230 feet 

and is nearly 1 25 feet wide. The s ite covers 28,750 square feet; c lose to 2/3 of 

an acre. Large i ntact sect ions of port and  sta rboard s ide (hu l l )  a re present, as  

wel l  as  1 54 feet 6 inches of  i ntact bottom (hu l l) .  Structural s u pport e lem ents 

consist i n g  of truss rod and hogging stra p a re wel l  represe nted across the site. 
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The bow has  broke n  away and l ies  port s ide u p  with more than ha lf  of the 

structural remains  buried i n  the deep sand. Numerous sma l l  a rtifa cts a re 

scattered in th is  genera l  area of the site inc lud ing  na i l s, a cast i ro n  pot, p i pes and 

fitti n gs, tack le  bl ocks, pad eyes, wi re rope, a sp ira l  wood auger, a moori n g  b it, j ib  

h a n ks, and  a bo i ler  g rate. Pieces of coa l  and smal l  pieces of  b u rned wood a re 

a lso  present. None of the l u m ber cargo was found at the site. 

Three major pieces of machi nery were identified on the site. A donkey boi ler, in 

good cond it ion, with associated p ip ing is  rest ing on its s ide near  the bow 

section.  Pieces of a wind lass, man ufactured by Globe Iron Works of C levela nd, 

a re nea rby. The sh i p's wheel, o n ly part ia l ly  exposed, l ies east of the stern. 

The depth of the sand overburden across the s ite, based on test excavation and 

p robes, ranges from a few inches to better than 5 feet. The sand  has d i rectly 

contributed to the excel lent condit ion of this vessel's rema ins. It has served as a 

protective coveri ng a g a inst ice shelvi n g  and  storm driven waves. Little or no 

o rg a n i c  i m pacts have occurred at the site. 

S ite Analysis 

A verbal  descr ipt ion  of the s ite l ocation (see above) and photographs  of the a rea 

were the fi rst pieces of data generated. The vessel 's remains  cons ist of five 

major components: sh i p's wheel ,  bottom of the hu l l  and keelsons,  port si de, 

sta rboard s ide, and bow; these a re ind icated on the base map (F ig u re 6, located 

in the pocket ins ide the back cover of this report). Nu merous s m a l l  a rtifa cts a re 

a lso  present; these were p lotted i n  and l i sted but not ind iv idua l ly  represented on 

the map.  Their  genera l  l ocation is  ind icated as  a n  a rtifact scatter. 

A base l i n e  was la id  from an a rbitrary po int near the sh ip's wheel ,  to the stern 

deadwood, a long the centerl ine  keelson, passed the bow sect ion to an a rb itrary 

point  adjacent to the bow. Two three-foot sections of rebar  were pounded i nto 

the sand bottom; these served as the beginn ing  and end ing datu m poi nts for the 

base l i ne. The base l i ne, cons ist ing of n u m be r  18 nylon l i n e, was measured off i n  
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1 0-foot i ncrem ents, beg i n n ing at the wheel  i n  the stern area, a n d  ma rked with 

n u m bered Plexi g las tags. In al l a base l i ne 260 feet long was la id .  

The arrangement of  the var ious components c learly represents a vessel which 

settled squarely on the bottom of the h u l l . As wave action, surge, winter storms 

and ice shelv ing attacked the part ia l ly  bu rned vessel, the expected wrecking 

processes began .  The vessel began coming apart at poi nts of structu ra l 

weakness, i n  th is  case j u st above the turn of the b i lge and i n  the areas of the 

bow and stern deadwood. Port and sta rboard side sect ions fe l l  o utwa rd, leaving 

the ent ire center l ine keelson and bottom exposed. 

For pu rposes of c larity and the fol lowing d iscussion, five major components or 

featu res on the site have been ind icated on the base m a p. They a re: the sh ip's 

wheel ,  keelsons and bottom of the h u l l , port side of the h u l l , starboard side of 

the h u l l , and bow. The fol lowing d iscuss ion addresses each component 

separately. In  add it ion a summary of NOQUEBAY's key constructio n  attri butes i s  

p rovided i n  Appendix B .  

Sh ip's Wheel  

The wheel ,  wh ich  was fou n d  part ia l ly exposed in the deep sand that covers the 

s ite (Plate 6) ,  i s  67 feet southeast of the stern deadwood o n  the sta rboard s ide of 

the vessel .  The zero po int on the base l i ne  was placed adjacent to the wheel 

(F igure 6). Identified as  a mechan ica l  steering gear, after excavat ion ,  the wheel i s  

a rt iculated with t h e  steer ing mechan ism (Plate 7). T h e  mechan ica l  o r  "patent 

steeri n g  gear" came i nto use in the latter half of the 1 800s (Paasch 1 890). The 

rea r  standard, rudder head (or stock) and stuff ing box (th rough the m a i n  deck) 

were not p resent.  No evidence of the wheel box, emergency t i l l e r, or log reel 

were located d u ri n g  excavat ion.  

The wheel  i s  i n  rem a rkably good cond it ion, the o n ly o bvious attrit ion being the 

deterioration  of the wood on the h a ndgr ip spokes, bend i n g  of the three exposed 

outside  h a ndgr ip spokes or handgr ips and a crack in the rim. The d i ameter of 
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Plate 6: NOQU EBAY's wheel ,  part ia l ly exposed i n  the deep sand, was l ocated d u ri n g  a 
s u bmerged cu ltural  resources tra in ing  course. The m a n ufactu rer's n a m e, Coffin  a n d  
Woodward, are e m bossed o n  the wheel 's ri m .  Photo Joe Strykowski.  



Pl ate 7 :  After excavation, the ent ire wheel and steer ing assembly were exposed. The 
mechanical ,  or  "patent steering gear," came i nto use in the latter half of the 1 800s.  The 
wheel and worm gear  a re in  an exce l lent state of preservat ion .  



the wheel i s  4 feet 5 i nches, wh i le  the 8 spokes each measure 22- 1 /2 inches 

overa l l  (F igure 7). The spokes, center hub and h ex nut a re bronze; the wheel  r im 

is  steel .  The spo kes a re 7/8 inch i n  d iameter with a 1 - 1 /2 inch cap.  The center 

hub d iameter i s  8- 1 /2 inches overa l l  with a 1 -7/8 inch center h ex nut backed by 

washers. The name of the man ufa cturer of the wheel and steering mechanism is  

sti l l  v is ib le  on the wheel  r im; they are Coffin  and Woodwa rd, Boston, 

Massachu setts. 

The mechan ica l  steeri n g  gear and sp ind le  (F ig u re 8), a lso ca l led worm gear or 

screw gear, a re made of steel or  i ron and are in an excel lent state of 

preservation.  The gu ide  rods a re in p lace as is the yoke and yoke bolt. The 

coup l ing  rods a re m iss ing; however, the traverse nuts are in  p lace.  Only the 

cross head top p late was present. The spindle i s  34- 1 /2 inches long, with 1 5  

exposed ri g ht-left sp ind le  thread s  at 1 per inch,  and 8 exposed right-left sp ind le 

threads at 1 per 3 inches .  The steering wheel sp ind le  i s  2 - 1 /4 i nches i n  d iameter 

and it  is 4 feet 4- 1 /2 inches long to the wheel .  The overa l l  length of the 

steering mechan ism,  inc lud ing the wheel i s  5 feet. 

Several a rtifacts were d iscovered dur ing excavation of the wheel and steering 

mechan ism, they inc l uded:  a length of wire cab le 1 i nch in  d iameter, not attached 

to the wheel ;  9 square sp ikes varying i n  s ize from 5 to 9 inches long by 7/1 6  

inch i n  c ross-section; 6 round na i l s  varying i n  s ize from 8 to 1 4  inches and 3/4 

inch  in d iameter; a n d  a 1 -by-4-inch piece of to ngue and g roove board, pa i nted 

beige, with a s m a l l  seg ment of ca nvas attached via sma l l  na i l s. These item s  

were identified, measured, a n d  l eft i n  p lace under the wheel a n d  steering 

assembly.  

Fol lowing the m a pp i ng,  p hoto, and video documentation of th is  feature, it was 

rebu ried. This was done to protect the wheel from winter storm s, ice action, and 

possib le va nda l i sm.  
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Figure 7 :  Sh ip's Wheel  

43 

1 f t .  



NOQUEBAY 

Julian Bay, Stockton I sland 

APOSTLE ISLANDS NATIONAL LAKESHORE 
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Keelsons and Bottom of the H u l l  

T h e  centerl i ne  keelson, s ister keelson,  a n d  floor kee lsons s h o w  very l ittle 

deteriorat ion.  One hundred fifty-four feet six inches of intact bottom is present. 

The interior width of the bottom to the thick ce i l ing  stra kes at the turn of the 

b i lge is  28  feet. Overa l l  the vessel's width, outside, was 34 feet 8 inc hes. The 

floor keelsons are 8 feet 6 inches from the s ister keelsons and 2 feet 9 inches 

from the th ick  strakes of the b i lge  ce i l ing at the turn of the b i lge .  The floor 

keelsons are 1 2-inch- by-8-inch t imbers. The port side floor keelson is only 

i nterm ittently exposed due to sand overburden, whi le  a fu l l  83 feet of starboard 

floor keelson is  exposed 1 . 

Centerl ine Keelson:  The keelson assembly consists of several e lements; the main 

keelsons, the port and starboard s ister keelsons, an extra sectio n  or  length of 

port s ister keelson, and a rider keelson (Fig ure 9). 

The main keelson is composed of two stacked t imbers, each 1 4  inches by 1 4  

inches. The main  keelson bro ke at a point of weakness, a t  the scarph i n  the 

stern. The scarph jo int u sed on a l l  of the keelsons is the same type, a hooked 

scarph. The scarphs found on the vessel are a un iform 5 feet in length. This 

fo l lowed the sh ip  bu i ld ing rule of the era which ca l led for making the keel son 

scarphs "equa l  to at least two frame intervals,  that i s  double the room and space" 

(Desmond 1 9 1 9 :55) .  

1 The term "floor keelson" is  the most techn ica l ly  correct term for  the wooden 
longitudina l  strength m e m ber  which l ies  outboard of the centerl ine keelsons but 
inboard of the turn of the b i lge .  F loor keelson is  not a term which has been used 
in descri b ing  construction e lements of salt water craft of the period; it appears 
th is  term inology may be un ique  to the Great Lakes (C. P. Labad ie, persona l 
commun ication). This term has been genera l ly app l ied, in  the avai lable 
contem porary l iterature, to wooden l a ke vessels  that have been constructed with 
an interna l  arch for long itudina l  strength (Buffa lo Commerical  Advertiser, July 
1 870, Aug u st 1 875; Detroit Free Press, J u ly 1 886). In  vessels of i ron  or  steel the 
same member is  referred to as a "s ide" keelson or  "ha lf-floor" kee lson (Paasch 
1 890:65); de  Kerchove 1 947:734). 
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The r ider keelson, rest ing atop the ma in  keelson t im bers, i s  also 1 4  by 1 4  inches. 

A r ider keelson is usually added to provide addit ional longitud ina l  strength. Its 

extant length on the vessel i s  28 feet 6 inches. When the main keel son gave 

way, the r ider appa rently failed with it. 

Several features were noted along the ma in  and rider keelsons (see F igure 1 0  

Centerl i ne  Keel son Plan  located i n  the pocket ins ide the back cover of th is  

report). I m m ediately forwa rd of  the ma in  keelson break at base l ine  po int 72 ,  a 

notch o r  g roove 4 inches in  d ia meter, round in  cross-section, wa s fo u nd which 

passes vertically through the r ider and ma in  keelsons and extends to the 

l i m berway. The g roove is  c learly v is ible  on the port s ide of the keelsons.  It i s  

m ost l i kely a b i lge  pump access.  No remains  of  the  bi lge pump were located. 

The m izzen mast step is located on the r ider keelson at base l ine  po int 89. The 

recta ngular  step is cut o ut of the r ider from the sta rboard s ide; i t  is 1 8  inches 

long by 9 inches wide (see mast step detail. F igure 1 0 ) .  Two wood blocks a re 

fitted into th is  space, making the mortise overall d imensions 1 4  by 6 inches. The 

step is f i l led with na ils, wedged lengthwise, and sand, making it  i m possible to 

obtain accurate depth measurem ents. 

The rider keelson ends at base l ine  point 1 00. It i s  not broken or removed, at 

th is  po int it steps down to the main keel son (Plate 8). 

Between base l ine point 1 1 0 and 1 30 several deep grooves across the top of the 

main  keelson were found.  These g rooves match exactly the s ize of  the na i ls  

used for the centerl ine  hold stanchion-post longitud inals.  These elements a re 

also referred to as  stringers i n  some contempera ry l iterature (Buffa lo Morn i ng 

Express, September 1 882). At th is  point on the keelson there a re no remains of 

the centerl ine  hold stanch ions or the longitudi nal strength mem bers.  It  is not 

unt i l  base l ine  po int 1 46 that remains  of these longitud inals a re found (Plate 9).  

The longitudi nals a re 3 inc hes wide and 9 inches deep; the exta nt section at th is  

po int  measures 1 1  feet 3 i nches.  Two stanch ion-post rem n a nts a re located at 
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Plate 8: The rider keelson, added to provide long it u d i n a l  strength, rests atop the m a i n  
keelsons.  I t  steps down to meet t h e  m a i n  keelsons a t  b a s e  l ine point 1 00.  A keelson c a p  
a n d  t h e  port sister keelson a re v is ib le  u n d e r  t h e  photo board. A sma l l  port ion o f  truss 
rod with a protective p late is  present in the lower rig ht of the photo. 



Plate 9 :  The centerl ine sta nch ion-post rem n a nts at base l i ne  poi nts 149 and 1 53, 
measured 6 by 6 inches .  The extant longitud ina ls  at th is  point were just over 1 1  feet i n  
length. The add it ional  port s ister kee lson,  presuma b ly i n  t h e  area o f  t h e  centerboard, 
ap pears on the left of the photo. 



base l i ne  points 1 49 and 1 53. They measure 6 by 6 i nches and stan d  

a pproximately 1 foot h i g h .  The longitud ina ls  and stanch ions  s h o w  evidence of 

rou n d ing  a n d  ru bb in g, possibly from sand a brasion or from ice shelv ing.  Th ree 

sect ions of longitud ina ls  were identified in a l l ; each had rem ains  of 

sta n c h io n-posts. Port ions of fou r  posts rema i n  in p lace 6n the s ite. The spacing 

between two posts, which appear to be i n  their orig ina l  l ocat ions, i s  4 feet on 

center. 

An unusua l  feature o n  the ma in  keelson appears at base l i ne  po int 206; the 

keelson narrows to a width of 9 inches and then f lares out once aga in  to its fu l l  

1 4  i nches (F igure 1 0 ) .  This po int i s  very near t h e  e n d  o f  t h e  extant ma in  

keel son.  The  length of  th is  na rrowed area is  18  inches.  I m med iately forward of 

the featu re is a wood cap,  rest ing  on the top of the keelson,  that measures 4 feet 

8 i nches by 3 i n ches.  A s im i la r  piece of wood appears on each s ide of the 

keelson .  These caps provided both reinforcement and protect ion for the m a i n  

keelson .  T h e  narrowing o f  t h e  t o p  t imber o f  t h e  m a i n  keel son exposed a 

p latform, 1 8  i nches wide at the keelson's na rrowest po int, on the botto m  t imber 

of the ma in  keelson a n d  the s ister keelsons.  

There is  no questi on that th i s  na rrowi ng of the main keelson was purposefu l and 

was m ost l i kely done to accommodate a p iece of mach i nery or some other 

construction e lement. The location of th is  na rrowed area in proxi mity to the bow 

and the re i nforc ing  keelson caps suggests it may have been the po int at wh ich  

the tow bitts may h ave tied i nto the keelsons.  The tow b itts are  v is ible in  a 

photogra p h  of NOQUEBAY (Plate 3 H istori c Photo). 

The last severa l  feet of the m a i n  keelson, toward the bow, show clear evidence 

of burning.  The charred t imber is i ntact with n umerous n a i l s  st icki n g  u p  which 

once held the top a n d  bottom ma in  keelson t imbers together. 

S ister Keelsons :  Duri n g  i nvestigat ion of  the vessel, the port a n d  starboard s ister 

keelsons  were c leared of san d  to fac i l itate examinat ion.  Dur ing th is  process 

severa l  a rtifacts were uncovered on the port s ide.  Their  l ocation was 
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docu mented a n d  they were measured and photographed.  The item s  uncovered 

inc l uded two hoist ing  b l ocks or g i n s, used with a derrick or cargo boom for 

load i n g  or un load ing  cargo; one l ift ing  tackle or purchase with pad eye, used for 

l iftin g  cargo or mach i nery; a 3/4-inch  ring with two th im bles, used to protect 

ropes from ch afi ng i n  conj unct ion with a tackle; two sma l l  pad eyes; and a h orse, 

often p la ced between the fife-ra i l  sta nch ions to which the lead ing b locks are 

rove or secured. Severa l fasteners were a l so docu mented which inc l u ded four 

3/8-inch  square sp ikes, three 3/4-inch  rivets. Al l  of these were located on the 

port s ister keelson between base l i ne  po int 204 and 206. 

One h un dred twenty-five feet of the port s ister keelson remains o n  the wreck. It 

ends at base l i ne  po int 82-6 i n  the stern. The sta rboard s ister keelson ends at 

base l i ne  point 80 and is extant for 1 30 feet. Both were covered o n ly by a th in  

layer of  sa nd .  The  fact that these keelsons are n ot the  same overa l l  length  is  not 

necessari ly unusua l  for wooden vessel construction .  The point at which s i ster 

keelsons begin  and end along the centerl ine  of a vessel i s  normal ly where the 

width of the h u l l  narrows and the deadwood b u i l d-up starts. The length of the 

s ister keelsons is d i ctated by both the narrowi n g  of the bottom h u l l  and the 

length  of the t imbers ava i lab le  and used for the s isters. 

The s ister keelsons are 1 2- inch -by- 1 4-inch t im bers, once aga in  in an excel lent 

state of preservat ion.  With the exception of burn ing  evidence in the area near  

the bow, they are unda maged.  A wood scab,  3 inches th ick  by 1 0  feet 6 i nches 

long,  i s  present at  base l ine  po int 99-6 on the port s ister keelson.  A s imi lar  

p iece is  present on the sta rboard s ister keelson at the same location.  Th is  

featu re appears aga in  o n  both the port and sta rboard s ister keelsons at base l i n e  

points 1 36 a n d  1 78-6 (F igure 1 0) .  T h e  beg inn ing  a n d  end ing  po ints o f  t h e  extant 

sta nch ion longitud ina ls  coi ncides with the placement of these caps.  The keelson 

caps provided some add it ional  protection to the keelsons dur ing the loadi n g  and 

u n loading of  cargo. 

The scabs or  keelson caps were c learly placed o n  the s ister keelsons d i rectly 

under the hatches. Based u pon the n um ber of keelson caps fou n d  o n  s ite, it  
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a ppears that the vessel had a total  of fo ur hatches. These h atches were not 

even ly  spaced. The spacing varies from 26 feet. between the aft h atch (No. 4) 

a n d  m a i n  h atch (No. 3), 33 feet between the ma in  and forward h atch (No.  2), and  

1 7  feet 6 inches between the forward hatch a n d  the booby h atch (No.  1 ) .  Al l but 

h atch n u m ber 1 are the same s ize, that i s  1 0  feet 6 i nches long. The n u m ber 1 

h atch s ize is est imated to be 6 feet 6 i nches long,  based upon the beg inn ing  

po int  of  the  stanch ion post long itud ina ls  and the  length of the  forwa rd keelson 

cap .  

A featu re noted a long the port s ister keelson is  an extra keelson which begins at  

base l ine  point 1 88-6 a n d  ends at  base l ine  po int 1 5 1  (Plate 9) .  Th is  keelson is  a 

s ing le  t im ber, measur ing 1 2  by 1 4  i nches and is  37 feet 6 i nches long .  Th is  extra 

kee lson is not dup l icated on the sta rboard s ide. It was reported i n  I n l a n d  Lloyds 

M a rine Register ( 1 902) that. in 1 900, NOOUEBAY was equ ipped with a 

centerboard. Centerboards came i nto genera l  use on American  schooners a bout 

1 8 1 5- 1 825 (MacGregor 1 984: 1 4 1  ). Although they m ay have been cons idered in 

the des ign of sma l l  l a ke schooners in the very early 1 800s (Ch a ppel le  1 95 1  :40). 

No d i rect evidence of a centerboard was found dur ing docu mentat ion  of the 

vessel .  Further, n o  contemporary newspaper accounts provide i nformation on the 

removal of NOOUEBAY's centerboard.  Wh i le  rema ins  of a centerboard were not 

fou n d  other anomalous features strong ly suggest the area of the extra port 

keelson as  the probable locatio n  of the centerboard. 

One such anomaly associated with th is  extra keelson is  the a brupt a p pearance 

a n d  d isappeara nce of triple frames. The after-most set of tri p le  frames located is 

at base l i ne  point 1 40. Careful exa m i nat ion of the l imberway i m mediately aft of 

th is  po int revealed o n ly double fra mes. The most forwa rd known l ocat ion of 

trip le  frames i s  at point 1 80 on the base l i ne (see F igure 1 0). The change  i n  the 

fra m i n g  pattern i n d icates that some i nternal reinforcement was deemed 

necessary by the b u i lders. Th is  may have been to accommodate a centerboard.  

Trip le  frames a re n ot u sed cons istently between these two points, rather double 

fra mes a ppeared on either s ide of the exposed trip le  frames. The fra m i n g  pattern 

a lso  does not fit a stra ightforward doub le-triple-double pattern; some other 
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combination of doub le  and trip le  fra mes is  employed. One possib le  com bination 

that fits the exposed double  a n d  trip le frames is a trip le-double-doub le  pattern, 

however th is  is specu lative. Further exa m ination of the area im mediately forward 

of the extra port keelson would he lp  to c larify the framing  pattern . 

A second anomalous feature is a rod and shac kle tied into the main  keelson at 

base l ine  point 1 40 (Plate 1 0) .  It is attached on the port s ide of the sister 

keelson at the level of the l i mberway immediately aft of the last set of trip le 

fra mes. No equ iva l ent featu re is present on the sta rboard s ister keelson.  

Very l itt le  descriptive i nformat ion or sh ip  p lans  are avai lab le on the execution of 

centerboard keels.  One exception is the iron schooner ANNSBRO, bu i lt in 1 846 in 

I reland. According to her p la ns, described by MacGregor ( 1 984: 1 55), the 

centerboard or drop keel was p ivoted from a point on the main keelson and the 

pivot point was towa rd the bow. In  the case of the Apostle Is lands vessel,  the 

pivot point may h ave been o n  the port s ister keelson.  The pivot po int was not 

located during  exami n ation of the vessel .  However, some mechanism for ra is ing 

and lowerin g  the centerboard is  requ ired. This mechanism wou l d  have been 

located j ust aft of the centerboard, if  ANNSBRO can b e  u sed as  a n  exam ple .  It is  

possib le that the rod and shackle found m ay h ave been associated with a 

mechanism for ra is ing and lowering the centerboard .  

The fact that a n  extant centerboard w a s  n ot l ocated d o e s  n o t  d iscount th is  vessel 

having such a feature at one time in  her l ife. The a p pearance of the extra port 

keelson and bu i ld  u p  of h u l l  fra mes o n ly in a specific area of the vessel suggest 

the presence of some constructiona l  e lement o ut of the norm; th is  was probably 

the centerboard.  The extra port keelson most l i ke ly  covers the hole where the 

centerboard was once located. 

Port Side of Bottom :  T h e  port s i d e  o f  t h e  bottom, from t h e  floor keelson t o  the 

turn of the b i lge, is buried (Figu re 6 Base m ap). The vessel 's double  fram es, 

constructed of 6-by- 1 2-inch t im bers, forming  1 2-by- 1 2-inch frames on 24-inch 

centers, are exposed i n  the stern adjacent to the centerl ine keelson.  They are 
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Plate 1 0 : An anomalous  feature located a long the port s ide of the centerl i n e  kee lson is  
th is  rod and  shackle.  Th is  featu re may have been used i n  conj u n ct ion with  the  
centerboard. One of  the two exposed sets of  trip le  fra mes c a n  be seen i m med iately i n  
front of the rod. 



also v is ib le  at the starboard f loor keelson and at the turn of the b i lge  on the 

starboard s ide.  

A smal l  a rea of the bottom cei l ing is  v is ib le  on the port s ide. The p l a n ks vary in  

width from 10 inc hes to 16 i nches with a u n iform th ickness of 3 i nches. The 

p lanks a re double  fa stened with 3/4- inch  squ are n a i ls, none of wh ich  h ave c lench 

washers. Sma l l  boulders a re p resent, wedged i n  between the exposed fra mes on 

th is  s ide.  

Several a rtifacts were identif ied i n  th is  a rea.  A 5-foot sect ion of 1 - 1 /4 inch 

d ia meter p i pe, threaded o n  one end,  was ly ing in  the l im berway near  base l ine 

point 75.  Ad dit ional  sect ions of p ipe were fo und ly ing in  the l i mberway between 

base l i ne  point 80 and 90. A twisted section of 1 - 1 /2 inch d ia meter rod with a 

1 6- inch turnbuckle was a lso present between base l i ne  points 90 a n d  1 00. A 

cast i ron p l ate, approximately 1 1  by 1 1  i nches, was found o n  the port sister 

keel son at base l ine po int 1 03.  One s ide of the p late has three smal l  r idges a n d  

t h e  insc ri pt ion "874 Born". T h e  fl i p  s i d e  has one d iagonal  r idge a n d  a s m a l l  

raised catch or knob on one edge. Th is  may h ave been part of a s m a l l  stove 

used in the aft deckhouse for h eat ing and cooking .  

Sta rboard S ide of  Bottom: The h u l l  i s  i ntact to the turn of the b i lge  on the 

sta rboard s ide (Figure 6). A n arrow strip of the starboard bottom was c leared of 

a thin layer of sand in  the a rea of the stern (base l i ne point 90). The ce i l i ng  

pla n king  exposed is  s imi lar  to  that  fou n d  on the port side. The p lank ing  i n  th is  

a rea d oes not extend to the f loor  keelson, h owever, frames a re i ntact u p  to the 

turn  of  the b i lge .  The th ick  stra kes of  the b i lge cei l i n g  are v is ib le  on the 

sta rboard bottom between base l i ne  points 99 a n d  1 1 3 and aga in  between points 

1 2 1  and 1 57.  In  al l  50 feet of the b i lge ce i l i ng  is a rtic u lated o n  the sta rboard 

bottom. One section, 1 6  feet long, i s  miss ing  a long the exposed b i lge ce i l i ng .  It 

b ro ke c lean ly at a scarf jo int; that jo int is 4 feet long .  

The th ick  strakes at the turn of  the b i lge are 5 1 /2 inches th ick  by 1 0  to 1 6  

i nches wide.  Coa ks appear for the first t ime, in  the construction of th is  vessel, i n  
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the b i lge cei l ing .  These are wooden "dowels" which a re la id  i nto the surface of 

two adjo in ing  t im bers to prevent s l ipp ing  o r  s l id ing  endways, i .e., long itu d i n a l ly.  

The b i lge cei l i n g  has 2-inch coaks, spaced on 24-inch centers, fa l l i n g  between 

fra mes.  The b i lge ce i l ing fasteners differ from the cei l ing  on the bottom o n ly i n  

that t h e  double fasteners a lternately have l - inch  d i ameter c l e n c h  wash ers (F igure 

1 1  ). This fasten i n g  pattern beg ins  at the turn of the b i lge and cont inues to the 

main deck. 

A second tra nsect of bottom hu l l  o n  the sta rboa rd s ide was c leared between 

base l i ne points 1 40 and 1 45. Ce i l ing p lank ing rem a i n s  i n  p lace i n  th is  a rea u p  to 

the b reak at the turn of the b i lge. The same p lank ing and fasten ing  pattern fou n d  

on t h e  port and starboard stern a reas is repeated here. 

At base l i ne  point  1 60, adjacent to the sta rboa rd s i ster keel son, a 25-foot section 

of truss rod beg i ns.  This sect ion of rod, with a 22-by-4-inch  t u rn buckle, i s  one 

of  severa l rep resented o n  the site. The rod i s  u n ifo rmly 1 - 1 /2 inches in  

d iameter; where it a rt icu lates with  the turnbuc kle  i t  i s  threaded to fac i l itate 

connect ing and adjustment. There a re 5 a rticu lated turnbuckles exposed on the 

s ite that a re e ither 22 i nches or 24 inches long .  Two of the turnbuckles a re 24 

inches by 4- 1 /2 i nches a n d  three a re 22 inches by 5- 1 /2 inches.  It i s  p robable 

that  at least one addit ional  turnbuc kle would have been used on th is  vessel,  

maki n g  a tota l of s ix. 

In some of the cases the rod and turnbuckles a lso had flat p lates in assoc iat ion .  

The turnbuck le o n  the sta rboard s ide near  base l i ne  point 1 65 has  such a p late. 

It i s  4 feet from the end of the turnb uckle a nd is 6 by 5- 1 /2 by 1 i nch .  The p late 

is not perpend icu la r  to the rod, rather  it  is at a s l i g ht ang le to the rod. Two 

other s i m i l a r  p lates were found on sect ions of rod, one of wh ich  is  in a ssociat ion 

with a turnbuckl e. The p late and turnbuckle, located on the starboard s ister 

keelson near  base l ine point 202, i s  reproduced i n  F igure 1 2. The p late with th is  

turnbuc kle  i s  the  same s ize  as the p late at base  l i ne  point 1 65, h owever t h i s  p late 

is only 1 i nch  from the turnbuckle and is perpend icu lar  to it. One add it iona l  p late 
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No L o d g e - K n e e s  B e t w e e n  B e a m s  

8" x 1 4" S h e l f  1 
1 I 
I 
I 

0 

f e e t  

( D e c k i n g ,  w a t e r w a y s  N o t  A c t u a l l y  O b s e r v e d )  

1 1 2 " x 1 8" 
I r o n  S t r a p  L a i d  On B e a m s  

F a s t e n i n g s :  

2• x a •  C o a k a  

3 / 8 "  S q .  N a l l s  

7 / 8 " T r e en a i l s  

C e i l i n g :  

1 0 " x 1 8" W i d e  

3" T h i c k  A t  S i d e s  

D e c k  B e a m s :  

S p a c e d  3 8" - 4 8 "  

F r a m es :  

S p a c e d  24• On C e n t e r s ,  

M o u l d e d  8" 6 S i d e d  1 2 " 

NOQUEBAY 
D E T A I L  OF F A S T E N I N G S  A N D  F R A M I N G  P L A N  

A P O S T L E  I S L A N D S  N A T I O N A L  L A K E S H O R E  

U S  N a t i o n a l  P a r k  S e r v i c e  

S u b m e r g e d  C u l t u r a l  R e s o u r c e s  U n i t  

C . P .  L a b a d i e ,  1 0 - 8 - 8 4  

Fig ure 1 1: Detai l  of Fastenings and Framing  P lan 



T r u a a  R o d  

T h r e a d e d  

T u r n b u c k l e 

N O Q U E B A Y  

J u l i a n  B a y ,  S t o c k t o n  I s l a n d  

A P O S T L E  I S L A N D S  N A T I O N A L  L A K E S H O R E  

T u r n b u c k l e  a t  B a s e  L i n e  P o i n t  2 0 3  

B o b B a i l e y  2 3  S e p t  1 9 8 4  

F igure 12: Detai l  of Tu rn buckles 
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was located o n  the s ite; th is  one is  not associated with a turnbuckle,  and  it i s  at 

an ang le  to the truss rod .  

T h e  tru ss rod and turnbuc kles were used o n  t h i s  vesse l  a s  part o f  h e r  i nterna l  

hu l l  strengthen ing .  The hu l ls  of  wooden vessels, long and re latively na rrow l ike 

NOOU EBAY, requ i red i nterna l  structural support to offset long itud ina l  and  

tra nsverse stra i ns.  If the hu l l  strength is not suffic ient to withsta nd longitud ina l  

stra ins the hu l l  w i l l  eventu a l ly change shape. The ends of  the sh ip  may drop or 

become "hogged,"  or the m i ddle may drop relative to the ends and "sag." 

The truss rod was des ig ned to red uce longitud ina l  hogg ing of the h u l l .  The 

turnbuckles were used to t ighten sections of rod, pu l l i ng  the vessel bow and 

stern up.  It  appears that the rod passed up through the deck near the bow, 

s imi lar  to tru ss rod fou n d  on a nother Great Lakes schooner WILLIE LOUTIT (Plate 

1 1  ), ra n down the dec k to the stern and then below aga in .  The p lates fou nd on 

rod were probably for deck re i nforcement a n d  protection  at the po ints where the 

rod passed through the deck p lanking .  I nterna l  strengthen ing  was particu lar ly 

i m portant o n  NOOUEBAY, since she had no ma i n mast and no forestays 

connecti n g  the rema in ing  masts (see h istoric photo, Plate 3) .  If NOOUEBAY had 

continuous forestays they would h ave provided some add it iona l  longitud ina l  

strength to the hu l l ,  perhaps  without the n ecessity for a tru ss rod. Further, the 

relat ive ly l i g ht p la n ki n g  on th is vessel 's hu l l  a lso contributed to the need for 

l ongitud ina l  stre ngthen ing  (C. P. Labad ie, persona l  com m u n i cation) .  

It is not clear exactly h ow the truss rod art icu l ated with a nother feature found on 

the s ite in both the bow and i n  the stern a rea .  This feature cons ists of two f lat 

straps fastened together by means of 1 8  inch  long p ins  wh ich  pass through the 

bow deadwood (Plate 1 2) .  Each strap is  6 i nches wide, 1 i nch  th ick, and 7 feet 6 

i nches long.  The overall  a p peara nce of the feature i s  that of a l a dder posit ioned 

at an ang le  to the deadwood, with several of its lower rungs  pass ing throug h  the 

d eadwood. Both of the straps have a 2- 1 12 inch d ia meter hole,  2 i nches from 

the bitter end.  A s im i l a r  featu re, consistin g  of one d isarticu lated strap, is located 

in the port stern area. No artifacts or other  connective devices were found  
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Plate 1 1 : View of the deck, looking  toward the bow, on  the schooner WILL IE 
LOUTIT. This vessel was b u i lt i n  1 873, one year after NOQUEBAY. The truss rods  
seen in  th is  photo, s im i l a r  to those fou n d  on NOQUEBAY, run across  the top of  the  
dec k and centerboard hous ing  then back down to the keelson.  The w i nch ,  on deck 
j ust aft of the housing,  would h ave been u sed to ra ise and lower the centerboard. 
Photo c i rca 1 906, courtesy of Ol iver Bi rge, Hessel !, M ich igan .  



Pl ate 1 2 : The bow deadwood, constructed of 4 stacked t im bers each 1 6  by 1 4  i nche s, has 
two f lat  stra ps which stra ddle the t imbers. These stra ps would h ave art icu lated with  the 
truss rods as part of the · vessel 's hog g i n g  system. The drivi n g  wheel  from the wind lass  
is  lean ing  up aga inst the deadwood stra p. 



during  exa m i n ation of the site which would exp la in  exactly how the truss rod and  

the  deadwood straps con nected. What is  c lea r a bout these stra ps,  h owever, i s  

that  they d id  p lay a ro le i n  the overa l l  i nterna l  hu l l  stren gthen ing of  t h i s  vessel .  

Tra n sverse stra ins  cause the s ides of a vessel to bow out or  in .  Tra n sverse 

stra i n s  are much greater than long itud i n a l  stra ins  a n d  as  soon as  a vessel moves, 

i n c l i nes, or p itches and rol ls ,  tra nsverse water pressure works to a lter the shape 

of the vessel .  If the fra m ing,  espec ia l ly  at connect ions between deck beams and  

s ide fra m i ng,  i s  not  strong enough  or  properly fastened, the  knees, a s  we l l  as the 

fra m i n g  of the decks and bi lges, wi l l  beg i n  to loosen (Desmond 1 9 1 9 :35). I n  an 

effort to deal with this problem, the b u i lders used a wide stra p (Plate 1 3), ru n n i n g  

long itud i n a l ly a t  the leve l o f  t h e  m a i n  deck. T h e  stra p w a s  proba bly p laced 

d i rectly over the deck beams, at the level of the decking,  and tied i nto the deck 

beam s  and knees by fasteners (F igure 1 3). 

One sect ion of hoggi n g  strap, ly ing on the sta rboa rd side of the s h i p's bottom, 

stretc hes from the exposed fra mes at the turn of the b i lge, across the sta rboard 

f loor keelson, to the sta rboard s ister keelson.  It i s  a pproximately 44 feet long,  

overa l l ,  and  is  1 8  inches wide by 1 12 th ic k. The 7 /8- inch  d ia meter fastener holes 

m atch exactly the d iameter of the na i ls  found stic ki n g  out of the extant knees on 

the sta rboard s ide sect ion .  Further, the spac ing  and ang le of these holes 

correspond to the spac ing  and a ng le  of the knees verify ing that the stra p was 

t ied to this feature (Figure 1 4) .  

Port Side of the Hu l l  

The  vis ib le p ieces of  port side a re broken i nto three d istinct sect ions  (Figure 6 

Base Map).  One long section is  o utboard u p, a second section of the port s ide is  

deeply buried with only the tops  of  the . fra mes v is ib le, whi le  the t h i rd section,  

j u st forward of the previo u s  two pieces,  i s  burned, broken, and parti a l ly buried.  

The deeply buried sect ion i s  1 6  feet long and sti l l  has 8 fram e  t im bers p lus  

ce i l i ng  p lanki n g  i n  p lace. Th is  section broke above the turn  of  the b i lge where 
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Plate 1 3 : The hogging stra p was d i rectly t ied into the deck bea ms and knees at the level 
of the ma in  deck. Natural knees were used througho ut the vessel.  Fasteners thro u g h  the 
knees are 7/8 na i ls  with c lench washers.  
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Figure 1 3 : Hul l  C ross Section 
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U S  N a t i o n a l  P a r k  S e r v i c e  
S u b m e r g e d  C u l t u r a l  R e s o u r c e s  U n i t  

C . P .  L a b a d i e ,  1 0 - 8 - 8 4  
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the cei l i n g  th ickness is  red uced from 5 inches to 3 i nches.  A 29-foot p iece of 

hogg ing strap is near  the fra mes of th is  piece. 

The outboard u p  sectio n  of port s ide (Plate 1 4) i s  56 feet ' 4 inches long a nd it i s  

12  feet at i ts  widest poi nt. Th is  piece is  resting  on,  and  part ia l l y  covered by, the 

sand wh ich  has b u ried much of the site. Hu l l  p la n king  on this piece is u n iformly 

7 i nc hes wide and 3 inches th i ck. During her last days of operat ion,  NOOU E BAY's 

lower h u l l  and  fo recast le were pa inted white (see Plate 3). The c u rvature and 

length of  th is  p iece strong ly suggests that  th is  i s  a portion of  the bottom,  rather 

than the side.  S m a l l  patches of white pa int  were found at the edge of the 

seams, between the h u l l  p la n ks, on this p iece. In  addit ion, a tar-l i ke su bsta nce, 

probably p itch, wa s fou nd in the sea ms.  Oakum,  a f iber thread, wa s forced i nto 

the the seams of wooden vessels to m a ke them water-tig ht. After the oakum 

was i n  p lace, p itch was used to f i l l  the seams to p revent the oaku m from rott ing .  

A smal l  ch ise led o ut a rea,  6 by  4 by 1 inch ,  i s  present on one of the  h u l l  p lanks.  

There is  n o  physical  evidence to suggest the p u rpose or use of this recess .  

The last piece of port s ide is  just forward of the outboard u p  section,  in  the a rea 

between base l i n e  poi nts 1 90 a nd 220. Th i s  a rea of the vessel shows evidence of 

the burn ing  that occurred i n  the bow a rea when NOOUEBAY was lost. Hu l l  

p lan ki ng, fra mes, a nd ce i l ing  p lanking  a re a l l  p resent.  Th is  p iece bro ke at the turn 

of the b i lge  where the th ick strakes of the b i lge  ce i l i ng  appear. The exposed 

length  of a rt icu lated h u l l  i s  1 2  feet; the rema i nder i s  b u ried .  

In  add it ion to the a rt icu lated p ieces of  ce i l ing and  hu l l  p l anking  a nd fra m es, there 

a re severa l scattered p ieces of both h u l l  and  ce i l i ng  p lanking  a long with severa l 

fra me t imbers. These fra mes a re stick ing o ut of the sand, and  may sti l l  be 

art icu lated with the bottom. A section of hogg ing strap, 23 feet l o n g, l ies over 

th is  sectio n  of port side. In  a l l , 52-feet of hogg ing stra p is  present on the port 

s ide of the  vessel .  
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Plate 1 4: Park Ranger E len Mau rer exa m ines a l a rg e  section of outboard u p  port s ide 
which b ro ke above the turn of the b i lge .  Fasteners, fram es, hu l l  and  ce i l i ng  p l a n king  a re 
exposed. Photo by Joe Strykowksi .  



The combi ned len gth of the port s ide sections, which are exposed on the s ite, i s  

84 feet 4 inches. Th is  represe nts just over 40% of  the  sh ip's port s ide .  Deep 

sand and l im ited time on site prevented add it ional  test ing on the port s ide of the 

vessel to determine whether there is  add itiona l  port side present on the site. 

Starboard Side of the Hu l l  

Two larg e  sections  of  the  starboard s ide  a re present on the  s ite. The two are 73 

feet and 40 feet long,  respectively, and a re i ntact from just above the turn of the 

b i lge to the m a i n  deck. Both p ieces a re partia l ly buried, with on ly  the frames 

above the turn of the bi lge and tips of the knees exposed. Th ick  stra kes of the 

bi lge ce i l i ng  a re present on both pieces.  The doubl e-fa stener  with 

c lenc h-washer pattern found on the th ick  b i lge stra kes (Figure 1 1 ) is  id e nt ical  to 

that fou n d  at the turn of the b i lge on the starboard bottom. Th is  pattern 

cont inues,  u n i nterru pted, in the ce i l ing  p lan ki ng up to the m a i n  deck. Cei l ing 

p lanks above the turn of the bi lge vary i n  width from 10 to 16 i nches and a re 3 

inches th ick. 

An a rea o n  the 73-foot section of sta rboa rd s ide was cleared of a th in  l ayer of 

sand i n  order to gather deta i led construct ion i nformation .  The a rea c leared was 

selected because it was not deeply buried and severa l intact knees were present 

(Plate 1 3) .  

The vessel has 6 - 1 /2-by-24-by-38-in c h  knees that a re s pa ced i rreg u larly 

between 36 a nd 46 i nches apart (F igure 1 1 ) .  The knee is  fastened to a n  

8-by- 1 0-by- 1 4-inch s h e l f  atop a n  8-by- 1 0-by-32-inch dagger knee. Fasteners 

through the knees a re 7 /8-inch treenai ls  with 1 - inch  d ia meter c lench washers. 

Exa m i n ation of rem n a nts of the deck beams revealed that they were 

8-by- 1 0-inch t imbers. Most of the knees have no deck beam rem n a nts, rather 

they have only the n otch where the bea m would have f it  i nto the knee a nd shelf. 

The deck beam rem n a nts in th is  a rea showed no s igns of b u rn i n g, rather  they 

showed evidence of b reaking .  
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Two major construction elements snake the ir  way across the longer sta rboard 

s ide piece. A section of truss rod, approxi mately 1 6  feet l ong, has a 24-inch 

turn buckle i n  p lace; there a re no p lates i n  associat ion with th is  turnbuckle.  The 

l ongest sect ion of hogg i n g  stra p fo u nd on the site, nearly 50 feet long, is 

ident ical  to the other stra p sections. Because of the overa l l  length of the stra p, 

runn ing nea rly the entire length of the vessel, it was n ecessa ry for the bu i lders to 

piece sect ions together. In th is  ca se, the bu i lders used a 6-foot riveted lap  to 

assure adeq uate strength of the seam and to prevent s l ipp ing  s ideways. A tota l 

of nearly 90 feet of hogg i n g  strap is  present o n  the starboard s ide of the vessel .  

The 40 foot long sect ion of sta rboard side l ies just forward of the longer piece. 

Much c learer evidence of the f ire which resu lted i n  NOQU E BAY's loss is  present 

on this sect ion .  Whi le  the frames at and j ust above the turn of the b i lge  are 

undamaged, the vessel's knees and deck beam rem n a nts a re cha rred and 

b lackened. Th i s  piece is  more deeply buried than the longer section, and only 

the ends of the fasteners a re sti l l  exposed. I n  a n  effort to conf irm burn ing of the 

knees in th is  v ic in ity and  their  p resent state of preservation, a very smal l  area 

over two knee remnants was tested. The knee faste ners, in an excel lent state of 

preservat ion,  were the o n ly rema in ing  evidence of the knees. The fa sten ers are 

sta nding u p right, secu rely attached to the h u l l , wh i le  the observable knee 

remnants are qu ite burned and charred. 

The combined le ngth of the starboard side sections, wh ich  a re exposed on the 

s ite, is 1 1 3 feet. Th is  represents j ust over 55% of the starboard s ide. Deep sand 

and l i m ited time o n  site prevented addit ional  test ing o n  the sta rboard side of the 

vessel to determ i n e  whether there is add it ional  starboard side present. 

Another section of truss rod is located approximately 20 feet east { lakeward) of 

the 40-foot long p iece of starboard h u l l  {Pl ate 1 5) .  The exposed port ion of the 

rod is  a pproxi mately 26 feet long;  the remainder  is b u ried i n  the sand. This rod 

section has a turnbuc kl e, 24 inches long, articu lated at one end .  In total, there i s  

a pproxi m ately 80-feet o f  truss rod a n d  4 turnbuckles exposed on t h e  sta rboard 

s ide of the vessel .  
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Plate 1 5 : A long section of truss rod was located east of the m a i n  conce ntration of 
wreckage.  The turnbuckle is 24 i nches long and is one of 4 found  o n  the  starboard s ide 
of  the vessel.  



The Bow 

The bow, broken aft of the deadwood, is a short d istance away fro m the bottom 

of the h u l l  (Fig u re 6 Base map).  Th is  large piece l ies on its port s ide with better 

than ha lf of the structural rema in s, i nc lud ing  the keel, b u ried in deep sand.  

Frames and hu l l  p l anking,  down to the level of  the l i mberway, a nd the bow 

deadwood, are exposed. The h u l l  p lanking  in  the bow varies in width from 7 to 

1 0  i nches and is un ifo rmly 3 i nches th ick. The deadwood is  com posed of fo u r  

stac ked t im bers, each 1 6  inches b y  1 4  inches.  S o m e  ce i l ing p lank ing is  i n  p lace 

im med iately forwa rd of  the d eadwood. Ce i l ing  here is  s imi lar  to that found 

e lsewhere on the site. The stemson, a pron, a n d  stem are in  s i tu .  Three of  the 

vessel's engraved d raft marks a re wel l  preserved o n  the stem. The Roman 

n u mera l s  XI I I ,  XI I ,  and  XI a re exposed and fi l led with wh ite pa int. The n u mera ls  

are 6 i nches h igh  and are spaced 6 i nches a pa rt. A metal strap, 5 i nches wide 

and 1 inch  th ick is  attached to the edge of the ste m. This  stra p probably runs 

the fu l l  len gth of  the stem a nd was poss ib ly  used to provide some p rotection 

aga inst float ing debris  or  ice .  

The v is ib le  evidence of the f i re which contributed to th is  vessel 's loss is  g reater 

in  the bow than anywhere else on the site. The deadwood is  badly b u rn ed and 

charr ing of the frames and ce i l ing  is  o bvious.  Burning and weakening of the 

t im bers contri buted to the bow break ing away from the bottom of the h u l l .  

Although t h e  brea k is  not exposed, i t  i s  h ig h ly l i kely that t h e  t im bers, weakened 

by the fi re, broke at a point of structural weakness, i .e . ,  the scarph jo ints.  

Two p ieces of machi nery a re present i n  the bow a rea, a cyl indr ica l  donkey bo i ler  

and a wind lass. The donkey boi ler  i s  rest ing  o n  i ts  s ide  j ust aft of the 

deadwood. I t  measures 7 feet long by 4 feet 6 inches i n  d iameter. The c rown, 

funnel and base were not found on the site. Misce l laneous p ip ing, e lbows, a 

g rate, a nd pieces of coal  from the boi ler  a re p resent. 
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From her h i storica l  records we know that NOOU EBAY was equ i pped with a 

donkey boi ler. Th is  was a vert ica l  fi re-tube boi ler with the firebox on the bottom 

and fu nne l  at the to p. The boi ler  shel l  rested on a ca st- i ron base that also 

served as a n  ash pit. A series of vert ica l  tubes extend from the top of the 

firebox to the upper end of the shel l .  The ends of these tubes can be seen in 

Plate 1 6. These tubes opened d i rectly i nto the ch imney or fu nne l .  Vert ica l  

bo i lers, with the ir  open-tube construction, were cons id ered dan gerous because 

they were more l i kely to throw spa rks from the fu nnel  ( ICS Textbooks 1 92 1 :  

1 2- 1 7).  The fire that destroyed NOQU E BAY may have resu lted from such  sparks . 

NOQUEBAY's boi ler  was not used i n  con nection with her propu ls ion .  It was 

probably used to supp ly steam to run a b i lge pump and for worki ng steam 

powered deck mach i nery. Neither the donkey engine, the deck winch,  nor  the 

stea m  pump were l ocated dur ing the s ite documentation.  

Th e wind lass found on the site is located near the deadwood and forward of the 

donkey boi ler. This p iece of deck mach inery, usua l ly placed on the fo rwa rd end 

of an upper or main deck, is  used to haul  up the anchors. A port ion  of the 

geared drivi ng wheel o r  gear is  exposed near the deadwood, wh i le  the crosshead 

and s ide-bitts or  fra me l ie  o n  a nd adjacent to the deadwood, respectively (Plate 

1 2). The cast- i ron frame is em bossed with the name of the wind lass 

m a n ufactu rer, G lobe I ron Works, Cleveland. Whi le  the wind lass cou ld  h ave been 

stea m  powered, the style of the crosshead is  more closely associated with the 

"commo n" or hand-powered windlass.  No evidence of fitt ings or other steam 

connectors were located i n  d i rect associat ion with th is  piece of m a c h i ne ry. 

The bow conta i n s  a rich assemblage of smal l ,  porta ble artifacts. These i n c l ude a 

cast i ron cooking pot, a spiral  wood a uger, j i b  hanks, two 30-i nch  trun k  or l id  

hasps, the s h i p's be l l ,  a moorin g  bitt, as  wel l  as  a n  a ssortment of fasten e rs and 

p ipes .  These a rtifacts a re covered and  uncovered seasona l ly as  the sand  on the 

site bui lds during  the s ummer months and then is  scoured out by w i nter  storms. 

D isturba nce of this a rea was kept to a m i n i m u m  dur ing site docu m entation .  The 

a rt ifact density is g reater i n  the bow than a nywhere else on the s ite. 
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S u m ma ry 

D u ri n g  the investigat ions of the h istoric wooden sh i pwreck i n  J u l i a n  Bay, we d id 

not locate a ny s ingle p iece of evidence that wou ld  conc lu s ively prove that the 

vessel i s  the schooner ba rge NOOUEBAY. When taken together, however, the 

h i storic record and the physical  remains  strongly suggest that the sh ipwreck 

located off Stoc kton Is land i s  NOOU EBAY. 

NOOU EBAY is i n  a n  excel lent state of preservation .  J ust the exposed portions of 

the vessel rep resent 90% of the bottom, 55% of the sta rboard s ide, and 40% of 

the port s ide .  When taken together more than 90% of the vessel 's h u l l  is present 

and exposed, at least o n  a seasonal  basis .  

NOOUEBAY shows l itt le  evidence of natura l  i m pacts res ult i ng from wind-driven 

waves and winter storms. It i s  n ot unusua l  for s ix to n ine foot wind-driven 

waves, from winter storms, to roll and break across the site which ra nges from 8 

to 1 2  feet i n  depth.  Dur ing documentation of NOOUEBAY a "sm a l l "  storm forced 

the team off the site for two days. The brea kers coming in from the open l a ke 

were s ix  footers. Fol lowing the storm, the on ly on-site evidence of the two day 

frontal  assau lt. was the partial  reb u ria l  of the test transects and loss of our 

de l icate nylon base l ine .  

These winter storms do scour out some of the deep sand which covers the site. 

Artifacts i n  the bow, covered and u ncovered seasonal ly, a re wel l  p reserved and  

the i r  relative posit ions a ppear basica l ly  unchanged. Even the de l icate, engraved 

d raft marks on her stem a re undamaged. Pa i nt i s  present on the stem,  in a reas 

o n  the h u l l  p la nk ing,  and o n  the outboard-up p iece of port s ide, ly ing to the west 

of the bottom of the h u l l .  Sand movement has n ot presented m uch of a n  

adverse i m pact on th is  site. Rather, the sand seasonal ly  deposited over t h e  s ite 

has  contributed to the vessel's preservation.  
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Plate 1 6 :  NOQU EBAY's d o n key boi ler, seen here ly ing on its s ide with the top of the 
boi ler tubes exposed, is in a n  excel lent state of p reservat ion.  Severa l p ieces of coal ,  the 
boi ler grates, p i p i n g  and assoc iated guages were fou n d  in the i m med iate a rea .  



Des pite her exposed l ocation and the pote ntia l  for damage from ice shelv ing,  

NOQUEBAY's donkey boi ler  and wheel  a re i n  a l so i n  good condit ion .  Ice damage 

to these frag i le  e lements, seen el sewhere i n  Lake Su perior on some of Is le  

Roya le's wrecks, would  h ave flattened or dented these ite ms.  With the except ion 

of  bent spokes and a crack in  the r im,  wh ich  cou ld  have easi ly occurred during  

the wrecki n g  process or at any other t ime s ince her  loss, NOQU E BAY's whee l  i s  a 

fi n e  exa mple  of a patent steering gear. The donkey boi ler shows no s igns  of 

fl atten ing  or any d i stort ion from its orig ina l  shape. 

Oth er than evidence of burn ing i n  the bow and o n  the kee lsons, the wood used 

to construct NOQU E BAY is sti l l  hard and the structural i ntegrity of the various  

com ponents, as  they appear today, i s  u ncom promised. The  vessel 's i nternal  

strengthen i n g  e lements, the hogging stra ps a nd trus s  rods with turn bu c kl es, are 

structura l ly sound.  Litt le rust ing has occurred o n  any of the metal e lements o r  

a rtifa cts fou n d  at t h e  site. 

NOQUEBAY's deposit ion i n  a very sha l low sandy cove, rather than  be ing 

detr imental,  has ind i rectly contrib uted to the site's preservation.  The common 

not ion that  wrecks deposited in  sha l low water wi l l  be hopelessly j u m bled and  

torn apart i s  incorrect. That noti on, however, has probably prevented looters 

from find ing  the s ite; no one expected the vessel to sti l l  exist. It i s  h ig h ly l i ke ly  

that NOQU E BAY bro ke u p  rather qu ickly, because of  her exposed locat ion and 

· sha l low depth, and  settled i nto the sandy bottom whi le  winter storms scoured 

out the sand under her hu l l .  Spr ing and s u m m e r  waves then began the process 

of covering u p  the vessel by deposit ing  sand over the site. 

Certa in ly N OQU EBAY's excellent state of preservation and the potenti a l  r ichness 

of h e r  a rt ifact assemblage forces a nother look  at the comp lexity of wrecking 

p rocesses and d i spels the myth of the "sha l low, j um bled sh ipwreck" not hav ing 

enough i ntegrity to yie ld a g reat quantity of  data.  
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Post Script 

On Aug ust 6, 1 986, followi ng exten s ive d iscuss ions between the Midwest 

Reg iona l  Office and the Southwest Regiona l  Office, Su bmerged C u ltural  Resources 

Un it, a decis ion wa s made to remove the sh ip 's bel l  from the bow a rea .  VIP 

divers u nder the d i rection of Fra n Potvien,  who had part ic i pated i n  the i n it ia l  

doc u mentation of  NOQUEBAY and had done fol low-up mon itoring  at the site, 

acco m p l i shed the on-site removal .  It was ho ped that the bel l  m i g ht have the 

vessel 's name em bossed on it ,  thus provid ing  positive identif ication of the s ite. 

The actual removal of the bell was videotaped by the d ive team, and sti l l  

photographs o f  t h e  b e l l  were taken prior t o  its removeal t o  the surface. The 

s l ightly oxidized and encrusted bel l  d id not have any read i ly observa b le  marki ngs  

on it  at that t ime .  Presently, the i ron  be l l  i s  be ing sta b i l ized and temporari ly  

curated at the Midwest Archeolog ica l  Center Con servat ion Laboratory. Fol lowing  

sta b i l izat ion, the bel l  w i l l  be  returned to  Apostle I s l ands  Nation a l  La keshore for 

exh ib it .  
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V. CONCLUSIONS AND MANAGEM E NT RECOMMENDATIONS 

NOQU EBAY is a va luab le  and s ign if icant cu ltura l  resource. Its superb state of 

preservation  and the potentia l  r ichness of the art ifact assemblage at this s ite 

make it a strong cand idate for nomination to the Nationa l  Reg ister of H i storic 

Places. The background,  h istorica l  context, and the site ana lysis d i scuss ions 

inc luded i n  th is  report can  be used for  th is  p u rpose. At m i n i m u m  th is  vessel 

should be added to the Nat ional  Park Service List of C lass ified Structures. 

Contin ued p rotection by the State and the Nat ional  Park Service is  h i gh ly  

recommended.  

Whi le there may be n u m erous exa mples of th is  type of vessel  lost with i n  the 

G reat Lakes, very few, i n  th is  state of preservation,  a re cu rrently known to exist 

with in  the G reat La kes. For the most part, when a vessel of th is  vintage is found  

i t  is qu ickly looted of  a l l  portable artifacts. For  that  reason protect ion of  th is  s ite 

is part icu larly i m portant. Protection wi l l  a lso i n s u re a data bank for future 

resea rc hers who h ave spec ific questions on m a riti m e  construction of the period 

or who wish a source of comparative data for other s im i la r  vessels.  Further, the 

artifact assemblage i n  the bow, the area most l i kely to be looted, has the poentia l 

to yield a g reat quant ity of i nformation which cou ld  address quest ions of an 

a nthropologica l  n ature. As with other sites located within the boundaries of 

Nationa l  Parks, under  n o  c ircu mstances shou ld  the excavation of the s ite take 

place without a research des i�n that clearly i nd icates why it i s  i n  the best 

interest of the pu bl ic  and the resource to engage i n  excavat ion.  Further, the 

research des ign should m a ke it  clear why the posed research q uestions could not 

be answered without excavat ion or a nswered by exam i n at ion of com parable sites 

or col lections  outside of the Nationa l  Park System.  

Th is  vessel ,  because of  her  sha l low deposit ion,  i s  a pr ime cand idate for 

i nterpretat ion.  It is v is ib le  even over the s ide of a boat, so a park v is itor would 
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not even have to "get wet" to see NOQUEBAY. Sn orkel ers cou ld  easi ly v is it th is  

s ite, i ts  sha l low depth a n d  p rotected locatio n  during  the sum mer months make it  

a f ine choice for a n  afternoon swim from boat or sh o re. Th is  wreck i s  a very 

safe location for scuba d ivers. The sha l lowness and protected n ature of the a rea 

wo u ld not present any safety hazards  to even an i nexperienced d iver. 

Ma nag ement of th is  site for a variety of vi sitor uses p resents some problems. 

The most critica l  of which is  contro l l i ng  a rtifact loss at the s ite. As n oted i n  the 

s ite a na lysis, the bow conta ins  a g reat quantity of porta ble a rtifacts, i .e . ,  those 

eas i ly . "col lected by hand  without mechan ica l  ass istan ce" (pro posed Wiscons in  

State Law 1 985-86). The cu rrently proposed law wou l d  pro h ib it  the rem oval of 

these a rtifacts if NOQU E BAY is p laced with i n  a h istoric preserve. The removal of 

artifacts is a lso p ro h i bited under  the proposed law because of the locat ion of the 

a rt ifacts i n  associat ion with " . . .  a deserted watercraft . . . . " (proposed Wiscon s i n  State 

Law 1 985-86). Removal  of a rtifacts from h istorica l  sites is a lso  i l lega l  on Nat ional  

Pa rk Service owned a nd ma naged lands.  The loss of a rt ifacts from th is  site 

would be a serious  i m pact. Their presence a nd the site's near  p rist ine cond it ion 

make it a va luab le  and  s ign ific a nt cu ltural  resou rce. NOQUEBAY i s  o n  land 

owned by the State of  Wiscons in, b ut with i n  the boundary of  the Apostle Is lands 

Nat iona l  Park. Fed eral  l egis lat ion is  a l ready i n  p lace for  her protect ion and State 

leg is lat ion is pend ing .  Apparently a l l  that is needed to ins ure the site's 

protection is an a g reem ent between the State and Apostle Is lands Nat ional  

Lakeshore on day-to-day manageme nt and  enforcement respon s i b i l it ies.  

It i s  not recommen ded that the site be permanently c losed to v is itat ion in order 

to protect it .  A m a na gement plan and some agreement with the State of 

Wisconsin ,  which w i l l  d i rectly address da i ly  ma nagement a n d  e nforcement, i s  

needed prior t o  m a ki n g  t h e  site accessib le t o  t h e  p u bl ic .  A n  e nerget ic  educat ion 

campa ign  d i rected at both the non-div ing and  d iv ing p u b l ics  o n  the i mportance 

of leaving artifacts in p lace is  a lso necessary to p rotect th is  s ite over the long 

run .  

The m ost crit ical t ime for site depredation wi l l  be i n  the spr ing,  after the  ice has 

melted and the sand  has  been scoured away. A v ideo tape ta ken by VIP diver 
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Fra n Potvien i n  the spr ing,  1 985, shows just how much of the site i s  scoured out 

by wi nter storm s. Art ifacts in the bow, not observa ble in the fa i L  1 984, were 

lyi ng  on  the surface of the sand .  U n less qu ickly reb u ri ed, they may be lost to 

col lectors. One course of action would be to do just that each spr ing prior to 

opening up  the site to v is itat ion .  Carefu l re bur ia l  would not adversely i m pact the 

a rt ifacts nor  would it com pro m ise their  re lative assoc iat ions .  F u rth er, reburia l  

would put  them "out of  s ight a n d  out of  m ind"  and out  of  h a rm s  way. 
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APPENDIX A: S U M MARY OF DOC U M E NTS OF ENROLLMENT 

Name:  

Oth e r  Names:  

Bu i lt :  

Sh ipbu i lder: 

Ownersh ip :  

NOQUEBAY (NOQUE BAY) Reg istry: 1 8747 (U.S. )  

None l i sted 

Trento n, Mich igan,  1 872 

A.A. Turner 

1 )  Thos.  W. Beebe, Pres ident, Peshtigo Co., 
Peshtigo, Wiscons in  

J u ly 1 3, 1 872 - Apri l  1 7, 1 874 
A. Keith, Master 
Fi rst enro l lment 
Port of Chicago 

2)  Wi l l i am E. Strong, Pres ident, 
Peshtigo Co. 

Apri l 1 7, 1 874 - March 8, 1 875  
Wi l l i am Nicholson, Master 
Change of company officers 
Port of Chicago 

3) Wi l l i am E. Strong, Pres ident, 
Peshtigo Co. 

March 8, 1 875 - Apri l  8, 1 876 
Wi l l iam Strong, Master 
Change of d istricts 
Port of M i lwaukee 

4) Wi l l i am A. E l l is,  Secty, Peshti g o  Co. 
Apri l  8, 1 876 - M arch 1 ,  1 893 
Wi l l iam N icholson, M aster 
Change of company officers 
Port of M i lwaukee 

5) Wi l l i am A. E l l is, Secty, 
Stephenson Transportation Co., 
Mar inette, Wiscons in  

March 1 ,  1 893 - Marc h  1 5, 1 89 5  
Wi l l i am E l l is, Master 
Change of owners 
Port of Mi lwaukee 
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6) T. F. Madden,  James Madden,  and 
John T. Madden ( 1 /3 each)  

Bay City, M ich igan 
March  1 5, 1 895 - March 29, 1 898 
T. F. Madden, Master 
Change of owners, change of d istricts 
Port of Huron 

7) Thomas F. Madden, L izz ie Madden,  
and John J .  Madden ( 1 /3 each)  

Bay City, M ich igan 
M a rch  29,  1 898 - Jan uary 4 ,  1 899 
T. F .  Madden,  Master 
Change of owners 
Port of Huro n  

8) Thomas F. Madden (2/3 owner) and 
L izz ie Madden ( 1 /3 owner) 

Bay City, M ich igan  
January 4 ,  1 899 - January 1 9, 1 899 
Thomas Madden, Ma ster 
Change of owners 
Port of Huron 

9)  E l i zabeth Madden, Bay City, M ich igan  
January 1 9, 1 899 - October 8, 1 905 
E. M adden, Master (at  ti m e  of enro l l ment) 
P.  H.  Rya n, Ma ster, Apri l  29, 1 899 
W. H.  Loh r, Master, September 9, 1 902 
Fred Watson, Master, September 1 8, 1 902 
Andrew Bigg er, Master, M a rch  1 7, 1 903 

Documents S urrendered: Port Huron,  M ich igan ,  December 28, 1 905 

Cause of S u rrender: Total Loss. Burned October 8, 1 90 5, near 
Presque Is le  Poi nt, Lake Superior. 
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APPENDIX B: S U M MARY OF NOOUEBAV's ATTRIBUTES* 

Length :  205' 2" 
Bea m: 34' 7" 
Depth of Hold :  1 2' 5" 

Fra mes S ided and Moulded (at s ides): 1 2" and 8" 
Frame Arrangement: double, 1 2" by 1 2" each 
Fra me Spaci n g :  24" centers 

Ma in  Keelson Width/Height:  1 4" by 1 4" 
Rider Kee lson Width/Height:  1 4" by 1 4" 
Sister Keelson Width/Height:  1 2" by 1 4" 
Floor Keelson Width/He ight: 1 2" by 8" 

Cei l ing Plank  Width:  1 0" - 1 6" 
Cei l ing Plank Th ickness:  3" 
Bi lge Cei l ing Width:  1 0" - 1 6" 
Bi lge Cei l ing Thickness:  5- 1 /2" 

Fasten ing Pattern on Bottom :  double, 3/4" square na i l s, no 
c lench washers 

Fasten ing  Pattern above Turn of Bi lge :  double, 3/4" square 
na i ls ,  a lternate 1 "  c lench washers 

Hu l l  P lank Width : 7" - 1 0" 
Hu l l  P lank Th ickness:  3" 

Deck Beams Width/Height:  8" by 1 0" 

Centerl ine  Hold Stanch ions :  6" by 6" 

Knees Width/He ight/Length :  6 - 1 /r by 24" by 38" 
Fasteners on Knees: 7 /8" treena i l s  with 1 "  c lench washers 
Shelf Width/Heig ht/Length:  8" by 10" by 1 4" 
Dagger-piece Width/H eig ht/Len gth:  8" by 1 0" by 32" 

*Based upon documents of enro l l lment and f ield measurements 
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As the nation's pri n c i pa l  conservation agency, the Depa rtment of the I nterior h a s  
basic responsi b i l it ies t o  p rotect a n d  conserve our  land a n d  water, energy and 
minerals, f ish and wi ld l ife, pa rks and recreation a reas, and to ensure the  wise use 
of  a l l  these resources. The Department a lso has major respons ib i l ity for 
American Ind ian  reservation communities and for people who l ive in is land 
territories under U.S.  admin istrat ion.  
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