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Lettie G. Howard 
History 

 
BACKROUND 
 
 Europeans came to the east coast of North America to fish before they came here to establish 
settlements.  Once permeant settlements had been founded those located in what we now know as 
“New England” became heavily involved in fishing.  A region of rock-bound hills and mountains, New 
England lacked the type of fertile farming land available in the southern and middle colonies.  To sustain 
themselves, the New Englanders turned to harvesting the nearby sea.  The staple product of this 
industry was codfish, which was consumed locally, exported to Europe, and, in its poorest grade, 
shipped to the West Indies to feed slaves on the thriving sugar plantations.  
 While virtually every coastal community was the scene of some fishing activity, the leading 
center during the colonial period was Marblehead, Massachusetts, twenty miles northeast of Boston.  
Not a great deal is known about the vessels employed in this fishing prior to 1800.  Apparently single-
masted sloops and two-masted shallops setting square sails were in use in the 1600’s. Early in the 1700’s 
the two-masted “scooner” appears, which would remain the popular rig on this side of the Atlantic until 
sail disappeared in the present century. 
 The Marblehead schooners of the late 1700’s were full-lined, deep draft vessels around 40 to 60 
feet in length.  Their hull shape, surmounted by a high poop aft, with its resemblance to an old shoe, 
was apparently the source of the nickname “heeltappers.”  Nonetheless, they seemed to have had a 
reputation for speed.  When President John Adams proposed acquiring some small warships in 1779, the 
three types he named were “Bermuda sloops, Virginia pilot boats, or Marblehead schooners.”  The 
National Maritime Museum in Greenwich, England has in its collection plans for two Marblehead 
schooners built for the British Royal Navy in 1767 in a New York shipyard.   
 Marblehead lost many of its vessels and seamen during the Revolution.  After peace returned, it 
was gradually supplanted as the major fishing port by Gloucester on Cape Ann, another twenty miles to 
the east.  Gloucester was closer to the fishing grounds, and it had a larger harbor that was sheltered 
from the severe northeast gales to which Marblehead was particularly vulnerable.  
 Gloucester built its share of fishing vessels, but more and more of these craft were being 
produced in a section of the Township of Ipswich, Massachusetts known as Chebacco Parish and 
incorporated in 1819 as the separate Town of Essex.  The type of fishing schooner that became popular 
in the first decades of the 19th century took its name from that community.  The “Chebacco boat” did 
away with the high poop and broad transom of the Marblehead schooner.  It had no bowsprit or 
headsails, and its bulwarks curved upward at the stern to almost meet at a very narrow “tombstone” 
transom that doubled as a crutch for the boom when the mainsail was not set.  Boats of this period that 
retained the wide transoms were termed “dogsbodies.”  The Chebacco type was copied as afar north as 
New Brunswick and Nova Scotia, and a few years ago was still in use for inshore fishing along parts of 
Quebec’s Gaspe Peninsula. 
 The great economic importance of the fisheries to the new nation is clearly indicated by the 
means taken to promote them.  In 1792 Congress approved the payment of a subsidy to cod fishing 
craft.  Vessels of five to twenty tons were to receive one dollar per year per ton, and vessels over twenty 
tons a further fifty cents per additional ton.  This rater was adjusted several times.  In 1819 it was placed 
at four dollars a ton for vessels over five tons, and $3.50 a ton for vessels over thirty tons, with a 
maximum allowable annual payment of $350 per vessel.  This rate remained in effect until the subsidies 
were discontinued in 1858.  This fishing industry was also well protected from foreign competition by 
tariffs on imported seafood. 
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 Following the war of 1812, efforts to exploit fishing grounds off the Canadian coast, including 
the Gulf of St. Lawrence, led to the development of larger and faster craft.  The first type to appear was 
the pinky, which continued the tombstone stern of the chebacco boat, but had a bowsprit and headsail, 
and finer lines for sailing to windward.  Pinkies, which averaged around 55 feet in length, remained 
popular until the early 1830’s.   
 By the thirties the rapid growth of our eastern cities was creating a steadily expanding market 
for fresh fish.  Searching for new fishing grounds, three pinky captains in 1821 decided to try the large 
area east of Cape Cod known as the Georges Bank.  They found the Bank a frightening area of current 
rips and breaking surf.  Afraid their vessels would be dragged under by their moorings, they weighed 
anchor and retreaded to deeper water.  The same year, the Federal Government sent two small vessels, 
the schooner SCIENCE and the sloop ORBIT, to survey the area.  The result of their survey was a chart 
showing the Bank to be 190 miles long on a southwest to northeast axis, and composed of at least four 
major shoals, one of which covered by only three feet of water at low tide.  Armed with this 
information, schooners began fishing for mackerel on the Georges Bank around 1825.  Cod were 
eventually found to be abundant there as well.  By 1873 there were 250 vessels fishing on “Georges.” 
 During the thirties and forties, the pinkies were replaced by still larger “schooner smacks.”  
These were beamier vessels with broad transom sterns and low freeboard, differing little from the cargo 
carrying schooners of the same period.  Some, nicknamed “sharpshooters” had fine lines and V-shaped 
bottoms, and sat much deeper in the water at the stern.  Their design was apparently influenced by the 
“Baltimore Clipper” schooners built on the Chesapeake Bay, and they were used primarily for fishing the 
more distant grounds such as the Grand Banks off the east coast of Newfoundland. 
 Schooners built for the nearer fishing grounds had a similar appearance above the waterline, 
but below had shoal draft, fairly flat-bottomed hulls.  The shoal draft was an advantage in calm seas on 
the shallower banks as well as in Gloucester’s relatively shallow harbor, but in heavy weather it could be 
disastrous.  The lack of a deep keel reduced a schooner’s resistance to capsizing when knocked down by 
a sever wind or “tripped” by an extra-large wave.  These vessels were also poor at sailing to windward 
and could be caught on the wrong side of the Georges bank, or on a lee shore, by a sudden shift of wind, 
unable to beat into open water. 
 The fish caught on the distant banks had to be preserved by salting down in the hold.  Fish 
caught on the grounds nearer to home could be brought back alive in a “wet well.”  In this system the 
hold had built into it a large wooden tank filled with sea water that was kept fresh by circulation through 
holes bored in the vessel’s bottom.  In the 1840’s natural ice harvested from New England’s ponds and 
rivers also came into use for preserving fish on shorter trips. 
 Until the mid-1800’s all fishing was done with hand lines from the decks of schooners.  In the 
late 1850’s hand-lining from dories was introduced.  The fishermen could cover a larger area by 
launching a fleet of these seaworthy one- and two-man boats, and it was also found that the fish were 
attracted to the quicker motion of the hook when hung from a bobbing dory.  By the 1870’s this fishing 
method was being replaced by ‘trawls” set from dories.  These were long lines with as many as 350 
smaller hooked lines attached, set out with anchors and buoys and later retrieved.  On the Georges 
Bank, where conditions were considered too hazardous for dories, hand lining from the deck of the 
schooner continued to be the method of fishing used. 
 During the eight years she was employed in the New England fisheries, the LETTIE G. HOWARD’s 
crews may have used any of these systems, depending on the location and season of the year.  Wesley 
George Pierce, who worked on several schooners in the late 1800’s, gives the following descriptions of 
the gear used in these three methods of fishing. 

Hand-lining from the deck of a schooner: 
 “The fishermen on “Georges” fish from the deck of their vessels, each man having one hand-
line, and on account of the swiftly running tide, he uses a lead of nine pounds to reach bottom.  Each 
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line had a spreader with long “snoods and gangings,” and two hooks.  This is what is known a “George’s 
gear.”” 

Hand-lining form a dory: 
 “A dory fully equipped for fishing is fitted with… and anchor and anchor line or “rode;” one pair 
of 8-foot ash oars; one or two pairs of woolen nippers; two hand-lines fifty fathoms each, on reel, with a 
3 ½ pound lead, “snoods,” “gangings” and two hooks attached; bait bucket (wooden water pail); bait 
board; lunch box; spare hooks (ganged); a gaff; bait knife; water jug; bailing scoop; and a “gob stick.”  
Some men also carry a dory compass.  The dory has a painter, stern becket, thole pins (or rowlocks), a 
thwart (or seat), and two kid boards.  The bait board is six inches wide… and when in place is across the 
center of the dory in front of the man who is facing aft.  It has small strips of wood… tacked on the top 
side to keep the bait from sliding off, and a half round hole…cut out of the after side to keep the fish 
from sliding around while being unhooked.  The gob stick for cod is usually made from some old broken 
gaff handle, and is about two feet long, one end cut flat with a small notch made in it.  By holding the 
ganging taut with the left hand, the gob stick is run down the throat of the fish until it fills the shank of 
the hook, and then with the right hand a quick push and haul is made and the hook usually comes out 
clear.  Each kid board is cut to a slant to conform to the sides of the dory and when in use is fitted under 
the thwart or bait board in an upright position to keep fish from sliding into the standing room while the 
man is fishing.  The fisherman stands up in his dory with a cod line in each hand, moving them up and 
down, with the baited hooks just clear of the bottom and when he gets a bite, he drops one line which is 
made fast to the opposite railing* behind him and hauls in the other line.” 
 Setting “trawls” from a dory: 
 “Trawl tubs are used in which to coil the trawl so that it can be more easily handled, and to 
prevent it from fouling or snarling.  Most trawl tubs are made by sawing a barrel in halves making two 
tubs.  Each “tub-o-trawl” is rigged in the following manner: ground line, 300 fathoms, 300 No. 14 cod 
hooks, 300 gangings each three feet long and six feet apart, two buoys, two buoy lines and two 16 
pound anchors (one at each end) to hold the trawl fast when it is set on the bottom.  One end of the 
buoy line is made fast to the anchor before it is thrown out, the other end reaches up to the surface and 
is bent onto the buoy.  Vessels using trawls for cod offshore use dories 15 feet long on their bottom, two 
me to each dory.  The fishermen bait the trawls aboard the vessel using fresh bait (iced or frozen) of 
menhaden, mackerel, herring, squid, clams or capelin, cut up in pieces about an inch square, one [piece 
on each hook.”   
 
 Under the best of circumstances fishing on the open sea is a hazardous occupation.  However, in 
the years following the Civil War it was made even more hazardous by the failure to find a replacement 
for the shallow draft “clipper schooner,” whose shortcomings have already been described.  During the 
twenty-give year period from 1866 to 1890 Gloucester alone lost 382 schooners and 2454 fishermen. 
 The first person to make a real effort to correct this situation was joseph William Collins, a 
former Gloucester fishing schooner captain employed by the U.S. Fish Commission.  In 1882 Collins 
wrote a series of letters to the “Cape Ann Advertiser” of Gloucester criticizing the design of the clipper 
schooners and making suggestions for its improvement.  Collins found a valuable supporter in Dennison 
J. Lawlor, a designer and builder of schooners with a yard in East Boston.  In 1884 Lawlor produced the 
fishing schooner ROULETTE, with a deep hull and sharp lines for sailing to windward.  two years later he 
a Collins collaborated on the design of the Fish Commission schooner GRAMPUS, intended to embody 
their conception of a modern fishing vessel.  In addition to a deep keel and sharp hull, the GRAMPUS 
had such innovations such as wire standing rigging, iron pumps, iron-strapped blocks, double headsails, 
iron water tanks, and the type of straight stem then popular with pilot schooners. 
 In 1887 Edward Burgess of Boston, designer of the last three successful America’s Cup 
defenders, produced his first plans for a fishing schooner.  She was the Carrie E. Phillips, and was built by 
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Arthur D. Story of Essex, Massachusetts, later to be the builder of the Lettie G. Howard.  The PHILLIPS 
was similar to the GRAMPUS but had an even sharper hull.  Two years later Burgess designed the 
sisterships NELLIE DIXON and FREDONIA.  He gave them the deep keel and sharp lines of the PHILLIPS 
but replaced the straight bow with a new type of clipper bow beginning with a shallow forefoot and 
terminating in a simple gammon knee beneath a spike bowsprit. 
 Edward Burgess died in 1891 at the age of forty-three, having designed only six fishing 
schooners.  In just three years his “Fredonia model” had been adopted by most of the designers and 
builders of Essex and Gloucester.  The best known was George Melville McClain.  “Mel” McClain was a 
successful fisherman born in Maine in 1843, who began designing schooners as a hobby around 1883.  
His most productive years were 1890 through 1894.  In the former year he designed the Fredonia model 
LOTTIE S. HASKINS, a schooner noted for her speed.  The late Howard I. Chapelle stated that, “a number 
of vessels,” were said to have been built from her model and named eight produced between 1890 and 
1893.  The LETTIE G. HOWARD was launched in the spring of the latter year, with similar proportions to 
the HASKINS, but four feet more length.  Unfortunately, the identity of the designer of the HOWARD is 
still to be discovered. 
 The Fredonia model remained the popular style for New England schooners for about fifteen 
years.  But fishing schooner evolution was not standing still.  By 1901 Thomas F. McManus of Boston 
was designing schooners which instead of the Fredonia clipper bow had a reverse curve “spoon bow.”  
That year he drew up plans for the HELEN B. THOMAS, first of the “knockabouts.”  The THOMAS had no 
bowsprit.  Instead, the spoon bow projected outward in its place to form an anchorage for the fore 
stays.  This was primarily a safety factor, eliminating the risk of fishermen being washed off the exposed 
spar.  However, since the cost of vessels was based on their length, the frugal owners began ordering 
knockabouts which had neither the bowsprit nor the extended bow.  This would remain the basic form 
of fishing schooners built in this century.  In 1900 the first gasoline auxiliary engine in the fleet was 
installed in the HELEN M. GOULD.  Engines were particularly useful in running schools of mackerel, but 
their adoption came gradually.  An engine was an added expense, took up space, and needed someone 
in the crew knowledgeable in its operation and maintenance.  By 1910 there were only a dozen auxiliary 
schooners out of a fleet of around 750 vessels. 
 In Europe the term trawling had a different meaning.  There fishing vessels trawled by dragging 
a large net along the bottom to scoop up entire schools of fish.  This system was experimented with 
unsuccessfully in New England in the late 1880’s using a yawl-rigged sailing vessel named the 
RESOLOUTE based on a British design.  Trawling with nets worked much better with a full- powered 
steam or motor vessel.   It was re-introduced successfully using a series of steamers, beginning with 
SPRAY built at Quincy, Massachusetts in 1905.  The Americans termed what Europeans called a 
“trawler” a “dragger.”  This was the type of fishing that would, in the following decades, replace New 
England’s last fishing schooners and their fleets of dories.  
 
 
Gloucester Fishing Schooner 1893-1901 
 
 On January 35, 1893 the “Gloucester Daily Times” reported, “Mr. Arthur D. Story has six vessels 
on the stocks…  He is building a schooner of 60 tons register for Capt. Fred Howard of Beverly, which has 
just been commenced, the ribs of which are now being set up.”  This is the first printed reference we 
find to the vessel that was to become the LETTIE G. HOWARD.  There is no mention of the designer of 
the new schooner.  The “Cape Ann Weekly Advertiser” also mentioned Captain Howard’s schooner 
among several currently under construction in Essex, stating that she was being built, “on the Haskins’ 
model.”  This would refer to Mel McLain’s well-known LOTTIE S. HASKINS.  However, while “from the 
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Haskins’ model,” might be taken to mean she was a sistership of that vessel, “on the Haskins’ model” 
only suggests that her design was largely inspired by the design of the HASKINS. 
 Fishing schooners built in Essex in the late 1800’s were seldom based on any detailed plans of 
written specifications.  It was easier for the person ordering the vessel to say, “I’d like a boat like the one 
you built for Capt.               ,” and the verbally specify any departures from that design.  According to his 
son Dana Story, A. D. Story was particularly known for the simplicity of his business dealings. 
 In his book on Essex shipbuilding “Frame-Up!,” first published in 1964, Dana Story devotes thirty 
pages to Arthur D. Story.  Dana, who was thirteen when his father died, remembers him as, “hardly an 
ordinary man in any sense of the word… he stood 6 feet 1 ½ inches in his stocking feet and, in his prime, 
weighed 215lbs.  Time and time again I have heard stories of how he would help carry the great oaken 
deck beams up the brow to the high staging.  He alone would carry one end while sometimes three men 
would carry the other.”  
 Arthur D. Story is also legendary among wooden shipbuilders for his output.  During an active 
career that spanned sixty years, he built no less than 425 vessels, far more that any other individual.  He 
was a native of Essex, born on October 11, 1854.  Both his father and grandfather had also been 
shipbuilders.  After just a year of higher education, at Phillips Academy in Andover, he went into 
shipbuilding in partnership with Moses Adams of Essex.  The partnership was dissolved in 1880, and 
from then until his death in 1932, he operated his own yard.  He built primarily fishing schooners, but 
also a few small steamboats, and two- and three-masted cargo schooners.  His most famous products 
were the four schooners that raced with the Canadian BLUENOSE, the ELSIE of 1910, the HENRY FORD of 
1922, the COLUMBIA of 1923, and the GERTRUDE L. THEBAUD of 1930. 
 The Essex shipbuilders specialized in fishing schooners both because of the proximity of 
Gloucester, and because of the limitations of the narrow tidal river on which they were located.  Visiting 
Essex today one finds that, aside from the absence of active shipyards. The town has little changed in 
the last century.  It is still a small community of well-maintained white frame homes and white framed 
churches along shady streets.  Standing on the shore of the narrow, winding stream, particularly at low 
tide, it is hard to see how vessels, even the size of a fishing schooner, could once have been launched 
there. 
 Around the turn of the century, the Story yard had a work force of 60 to 65 men, who worked 
nine hours a day, six days a week.  The yard usually had around six hulls in various stages of 
construction.  The record year was 1901, when eighteen vessels were launched at an average of one 
every three weeks.  All this was done with a minimum of powered tools or machinery.  Dana Story 
recalls the yard only having one steam powered band saw for shaping frames and planks, and a treenail 
lathe.  All other work was done by hand. 
 The shape of a vessel’s hull was taken from a carved wooden half model or from a basic set of 
lines.  This information was expanded mathematically to full size in curved lines inscribed on the 
wooden floor of a mold loft.  Thin wooden battens were then cut n the shape of the mold loft curves 
and taken to the yard as guides in cutting the ships keel, stempost, sternpost, and frames. 
 The ship’s frames (ribs) were made up of a series of segments called futtocks.  For strength they 
were fastened together in a double layer with the joints between futtocks staggered, the frames were 
assembled one at a time lying on a wooden platform and then hoisted into position.  At the call of 
“Frame Up!” everyone dropped what they were doing to assist in raising the latest frame by hand.  The 
“Gloucester Daily Times” item reports that the framing up of Captain Howard’s schooner was just 
getting underway, which suggests that the laying of the keel had probably taken place earlier that 
month. 
 On March 22nd the “Daily Times” reported, “Capt. John C. Mills new craft will be launched today, 
as also will the new one for Capt. Fred Howard of Beverly.  The first two will be towed around by tug 
STARTLE.”  The complete hull, with its cabin and furnishings had taken less than three months to build.  
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Schooners were launched at Essex without their masts, which were usually stepped and re=igged at 
Gloucester.  The STARTLE had a regular job towing schooners out of the Essex River and out around 
Cape Ann to Gloucester Harbor, when the weather was favorable.  An item in the “Daily Times” for the 
following day reports, “Tug STARTLE did not bring around any new vessels Wednesday on account of the 
sea on the bar.  She has three to bring around as soon as there is a favorable chance.” 
 The “Beverly Citizen” for March 24 reported, “Capt. Fred Howard’s new vessel was launched 
from A. D. Story’s yard in Essex Tuesday.  She was taken to Gloucester to fit out but will take her bait 
here.”  Three days later the “Gloucester Daily Times” had this item; “Messrs. Gardner & Parsons new 
vessels and the one for Capt. Howard of Beverly are being sparred at Burnham Bothers’ crane and rigged 
by Purdy Brothers.”  The paper does not say who will be making the sails.  However, there survives in 
the collection of the Cape Ann Historical Society a set of “dimension books” kept by the Gloucester 
sailmaker E. L. Rowe.  A page in one of these books assigned to the LETTIE G. HOWARD gives twenty-two 
measurements needed to construct a sail plan.  These include the following spar lengths: 
  Mainmast   68 ft. 
  Foremast   62 ft. 
  Main topmast   35 ft. 
  Fore topmast   31 ft. 
  Main boom   52 ft. 
  Main gaff   30 ft. 
  Bowsprit, outboard  27 ft. 7 in. 
This confirms the existence of two topmasts, and in general gives the vessel a very lofty rig. 
 The newspaper reports repeatedly refer to the schooner as “Capt. Howard’s new vessel.”  
However, the first enrollment for the LETTIE G. HOWARD issued April7, 1893, lists the builder Arthur D. 
Story as the owner, with a 3/8 share.  Fred Howard is listed as Captain, but only has a 2/8 share.  The 
remaining shares are held by William Perkins of Gloucester and Edgar Randall of Beverly.  Captain 
Howard undoubtedly intended to own the majority of shares in the new vessel but had been unable to 
raise the capital.  Dana Story notes that his father often had to takes shares in vessels when the people 
who had ordered them failed to come up with the construction payments on the dates they were due. 
 In 1893 Captain Fred Howard was living at 2 Maple Street in Beverly.  He moved frequently 
during the next thirty years, often occupying “rooms” in modest dwellings, or sharing a house with 
married children or grandchildren.  It is apparent that his long career as a fishing schooner captain 
provided him with only a modest income.  The daughter for whom he named the new schooner would 
have been 22 years old.  She may well have been the person who christened the vessel.  When she first 
appears in the Beverly City Directory a few years later, she is living with her father, and her trade is listed 
as “shoestitcher.”  A relative now living in Beverly, who knew Lettie during the last twenty years of her 
life, remembers her as, “Very tall, lake all the Howards.”  She is also remembered as being very thin, and 
quite fastidious about her appearance and her surroundings.  
 Fred Howard had been born in Deer Island, Maine on May1, 1848, the son for Stephen Kidder 
Howard and Charlotte Sophia Holden Howard.  He married Charlotte A. Lowe whose family was also 
from Maine.  Lettie Gould Howard, born on January 23, 1871, was their oldest child.  They also had two 
sons, Ernest an Almon.  Sometime between the last son’s birth in 1876 and 1893 the family moved to 
Beverly and had one daughter who never married.  She is still living in a nursing home there.  Ernest 
Howard had five children.  He then left his family and reportedly moved to Hoboken, New Jersey, 
though no record has been found of him there.  Two of Ernest’s granddaughters are still living in Beverly 
in their 60’s.  They were contacted during the researching of this history and are currently checking 
other family members for further material.  Phyllis Howard Coults has already provided our first picture 
of Captain Howard taken around 1923.  She can remember visiting him as a child.  She also has 
recollections of Lettie. 
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 Fred Howard was only able to retain what interest he has in the schooner until January 1897.  
The enrollment issued that month shows the vessel now owned by Oliver F. Kilham of Hamilton (7/8), 
and Edgar Randall of Beverly (1/8).  These were the principal owners of Randall & Kilham, “Groceries & 
Provisions,” at 63 Front Street, Beverly.  Front Street was the town’s waterfront, where the local fishing 
vessels tied up.  Oliver Kilham is also described as a fish dealer.  Randall & Kilham lost no time in selling 
shares in the vessel.  By April she is issued a new enrollment with no less than fifteen owners.  Two years 
later a further enrolment lists the same owners, except for Randall, whose shares have been bought by 
his partner. 
 Fred Howard gave up command of his schooner in November 1895 but returned, again briefly in 
March 1898 though he no longer owned any share in her.  He was captain of the schooner CLAUDIA in 
December 1917 when she was sold for conversion to a whaler.  He had retired by 1923, when he moved 
from Beverly to 78 Elliot Street in the neighboring town of Danvers.  He died there on January 21, 1934 
at the age of 85.  Lettie left her husband and returned to Beverly.  She lived with her father in Danvers 
during his last years, and later moved to Salem.  She died in 1951 at the age of 80. 
 It has been assumed that the LETTIE G. HOWARD fished out of Beverly and Gloucester on the 
banks nearer the coasts of Maine and Massachusetts.  Items on the “Gloucester Daily Times” reporting 
what were probably her first three trips seem to confirm this: 
  Under “Todays Receipts” 
  April 12, 1893 – “Sch. LETTIE G. HOWARD, do. (Shore).” 
  May 4, 1893 – “Sch. LOTTIE HOWARD (sic) of Beverly, Rips, 20,000 cod, 400 halibut.” 
  May 24, 1893 – “Sch. LETTIE G. HOWARD, do. (Georges), 30,000 cod, 400 halibut.” 
 A check of the 1900 “Fishing Gazette” turned up one mention of the vessel in a list of schooners 
fitting out for the Rips.  Thus far only one casualty involving the vessel has been found during this period 
of her career.  The Annual Report of the United States Lifesaving Service for the Fiscal Year Ending June 
30, 1901 contains the following item: 
 “May 23; Gurnet, Massachusetts; Am. Sc. Lettie G. Howard Stranded on Brown’s Island Shoal, ¾ 
of a mile SW of station.  Surfmen carried out her large anchor and fifty fathoms of cable, hove taught, 
and at high water at 4 a.m. tried in vain to release her.  On the afternoon high water, they tried again 
and succeeded, a fresh SW breeze having sprung up to aid them.”  The amount of damage the vessel 
sustained in this mishap is unknown. 
 The “Fishing Gazette” in 1900 had also reported that representatives from the “Mobile Fish and 
Oyster Company” were in Massachusetts interested in purchasing schooners for use in the Gulf of 
Mexico.  On November 23, 1901 the following item appeared in the “Gazette,” “Sch. LETTIE G. HOWARD 
is here (Gloucester) fitting out for the red snapper fishery, having been bought by the “Mobile Fish and 
Oyster Co.”, of Mobile Alabama.”  What role the “Mobile Fish and Oyster Company” played in the 
transfer of the HOWARD to the Gulf is not known.  On the date the above item appeared the vessel was 
enrolled under the ownership of “E. E. Saunders & co.” of Pensacola, Florida. 
 
 
In the Gulf of Mexico Fishery 1901 – 1967 
 
 In mid-December 1901 the Pensacola, Florida “Daily News’ reported, “The new smacks LETTIE G. 
HOWARD and MINERVA are the only smacks of E. E. Saunders & Co.’s fleet that are out to sea.  The 
smacks were recently purchased by Saunders & Co. at Gloucester. The MINERVA is expected here 
tomorrow.”  The paper failed to report the actual arrival of the HOWARD, but in mid-January it 
contained this item, “ The fishing smack LETTIE G. HOWARD, which has been on the marine ways for 
several days, was towed over to the city last night and is being fitted out for active service today.  She 
will be iced tomorrow and sent to Galveston to fill out some recently made contracts with parties in that 
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city.  Others will follow as fast as they can be manned.  Saunders & Co. now have three vessels fishing 
out of Galveston.  The loan of the HOWARD to Galveston seems to have ben brief.  On March 17th the 
Pensacola paper was reporting, “The fishing smack LETTIE G. HOWARD is in from the snapper banks with 
a catch of 2500 snappers.” 
 The red snapper fishery in the Gulf of Mexico is said to have been founded by some captains 
from New London, Connecticut who came down in the early 1850s in 15 to 20 ton sloops they had used 
for catching cod on the banks off Nantucket.  The fishing was then done in the northern gulf, just off the 
coasts of Florida and Alabama.  After the civil War schooners were brought down from New England, the 
fishing moved further south in the Gulf, and Pensacola rapidly became the center of the industry. 
 The early vessels were wet well smacks that carried the catch home in wooden tanks built into 
the hold.  By the 1890s ice producing plants had been built, and the boats were being converted to have 
lockers in their holds in which the fish could be iced down.  By the time the HOWARD arrived in 
Pensacola there were a few wet well smacks left in the fleet, but the term “smack” would continue to be 
used in referring to snapper schooners in general. 
 Using either system, the fish were not cleaned on the vessels.  The absence of rock salt and fish 
guts make the Gulf boats cleaner to live and work on.  The availability of ice also extended the range of 
the boats.  By the turn of the century the major fishing grounds were the Campeche Bank, off the north 
coast of Mexico’s Yucatan Peninsula, 450 miles to the south of Pensacola.  The fishing vessels in the Gulf 
tended to be owned by large companies rather than individuals.  When the LETTIE G. HOWARD was 
bought for the snapper fishery in 1901 it was by the largest firm in the business. 
 E. E. Saunders & Co. had been founded in 1883 by Thomas Everett Welles and Eugene Edwin 
Saunders.  Welles was born in Mystic, Connecticut in 1855.  He arrived in Pensacola in1878, where he 
found employment in the fishing industry.  Saunders had been born in Narragansett Pier, Rhode Island 
in 1845, and was the captain of coasting schooners before he established a successful tugboat fleer in 
Pensacola.  Saunders provided the capital for the new company, and Welles provided the management.  
E. E. Saunders & Co. built up a fleet of around forty fishing vessels, primarily by purchasing them in New 
England.  In 1903, two years after the Howard was added to the fleet, Thomas Welles successfully ran 
for mayor of the City of Pensacola.  When the LETTIE G. HOWARD was rebuilt she was renamed MYSTIC 
C for Thomas Welles’ birthplace, though he had died in 1914, and his successor as head of E. E. Saunders 
& Co., his son Frank E. Welles, had spent his entire life in Florida. 
  A trip to the red snapper banks in the LETTIE G. HOWARD would have begun with around five 
days of steady sailing to the southward.  Few of the schooners carried chronometers. Noon sights would 
be taken to determine latitude, but the rest was dead reckoning, an art in which the Gulf skippers were 
said to be particularly skillful.  Once on soundings the lead was cast continuously until a live coral 
bottom was found, or until a fish bit.  The lead was not only armed with tallow to pick up bits of the sea 
floor, it also had attached to it a single “ganging,” a length of light line with a baited hook.  Once fish 
were found on the spot was buoyed and the entire crew manned the windward rail while the vessel, 
with its wheel lashed in place, was allowed to drift off to leeward. 
 The skipper fished next to the wheel box and the cook next to his companionway.  The rest of 
the men were arranged along the rail according to their seniority.  Each man had 100 fathoms of 12 lb. 
tarred cotton line to which was attached a 3 ¾ lb. kidney shaped lead weight and two gangings with 
baited hooks.  The fish were simply thrown on deck.  After an hour or so, depending on the amount of 
sun, they would be pitched down the hatch of the fish hold.  When the buoy was near the horizon the 
schooner was sailed back to it and another drift begun.  When the spot began to be fished out, it was 
time to get underway again and resume soundings.  
 Frederick W. Wallace, who made a trip in the Warren Fish Co. schooner WILLIAM HAYS in 1923, 
describes the way the fish were preserved on board a snapper fisherman.  “the hold was divided into 
eight separate chambers or “boxes” as they called them—four on each side with an alley dividing them.  
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Each box was also insulated wit cork and tarred paper and furnished with tight-fitting removable doors.  
From 5,000 to 6,000 pounds of iced fish could be stowed in each chamber.  Heavy insulation of the fish 
holds was imperative in the Gulf of Mexico, for in addition to the blazing heat of the sun, there was a sea 
temperature from 70 to 80 degrees Fahrenheit. 
 “The first hand was in full charge of the fish hold.  When ready to pack the fish, he donned 
rubber boots and oilskins and drop down into the chilly atmosphere of the hold in the hatch was closed 
on top of him. Working by the light of a lantern or candles, he shaved up a block of ice into small pieces 
and shoveled a good ground tear into one of the chambers.  The fish were then neatly packed on top of 
the ice and more ice was laid over them.  This process was continued until the section was full.  As each 
day's catch it was iced down, the tight-fitting doors of the box were put into place.”  At that time the fish 
were transported back to Pensacola without heading or gutting them.  Later it became the practice to 
cut the fish and place them on the ice open side down. 
 For a number of reasons wooden schooners operating in the Gulf of Mexico needed more 
constant maintenance than those operating in northern waters.  the great enemy of wooden halls in the 
Gulf was the teredo, a boring worm.  The teredo could quickly Riddle any plank it gained access to.  
Earlier vessels had been protected with copper sheeting below the waterline, but by this century copper 
bottom paint had been developed as a more economical substitute.  Captains had orders to report any 
grounding, however minor, as it might have damaged the coating and expose the wood to attack.  
Schooners were drydocked every six months to have their bottoms checked and the copper paint 
renewed. 
 There are two surviving notebooks that record the drydocking's of the LETTIE G. HOWARD And 
other vessels in the E. E. Saunders fleet.  The first, now in collection of the South Street Seaport 
Museum, dates from the early 1920s, and spans the rebuilding of the vessel in 1923.  The other is in the 
collection of the Pensacola Historical Society and covers the years 1939 to 1958.  the first notebook was 
kept by the yard doing the work, and includes information on the placement of the blocks to support the 
hull.  The second notebook was kept by E. E. Saunders & Co. as a reminder.  Each page has three 
columns, one for the date last out of the water, the other showing when five and six months would have 
elapsed, representing the earliest and latest dates for the next drydocking.   
 Frederick W. Wallace also noted,” It was very damp down in these latitudes.  …drying (clothes) 
had to be done between ten and three.  Nothing will dry after 3:00 p.m., and when the sun went down 
the dews were heavy.  Iron-work rusted quickly in this damp salty atmosphere and shoes and clothing 
soon got moldy if not wrapped in paper and aired frequently.  It was hard on canvas and mildew rotted 
the sails much faster than was the case up north.”  A Pensacola sailmakers notebook also survives, 
apparently acquired by the South Street Seaport Museum in the late 1960s.  Among a number of 
vessels, it records work on the sails of the LETTIE G. HOWARD from 1912 to 1916, and the sails of the 
MYSTIC C from 1932 to 1935. 
 The entries in the notebook deal with both repairing and making sails, and include the stock of 
various materials used, the time spent, and who did the work.  The average life of a sail is two to three 
years.  The entries in the 1930s are more specific as to materials used: 

New Jib –  100 yds. No. 4 canvas 
25 lbs. manila bolt rope 

New Jumbo –  82 yds. No. 2 canvas 
   27 lbs. manila bolt rope 

New foresail 
(1932) –  145 yds. No. 2 canvas 

   35 yds. No. 4 canvas 
25 lbs. manila bolt rope 
20 lbs. common manila rope  
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14lbs. hemp rope 
(1934)-   150yds. No. 2 canvas 

   35 yds. No. 3 canvas 
   25 lbs. manila bolt rope 
   14 lbs. hemp rope 

New mainsail-  230 yds. No. 2 canvas 
   40 yds. No. 3 canvas 
   34 lbs. manila bolt rope 
   12 lbs. hemp rope 

As today, the most dreaded enemy of the shipping in the Gulf of Mexico are the hurricanes that 
occur every year around the month of September and October.  Early in the century, the before fishing 
vessels were equipped with radio, the fleet tended to remain in port during this period.  Pensacola was 
devastated by hurricanes in 1906 and 1926.  
 The 1906 hurricane hit the port on September 27th.  winds of 90 miles an hour were recorded.  
Twenty-nine fishing vessels were driven ashore or sunk.  Two crew members of boats not owned by E. E. 
Saunders were washed overboard and drowned.  Thirteen deepwater sailing ships in port at the time 
were also blown ashore.  The majority of these vessels were Norwegian, Swedish or Italian.  One was 
Portuguese, the full-rig ship FERREIRA, whose handsome lines betrayed the fact she had once been a 
clipper ship at the China trade.  She in fact was the former CUTTY SARK, Built in Scotland in 1869.  like 
the LETTIE G. HOWARD, she is today preserved as a historic vessel, in Greenwich, England. 
 When the hurricane hit the LETTIE G. HOWARD was lying at anchor in the partial shelter of an 
arm of the bay west of the city of Pensacola known as the ‘Little Bayou,” today called Bayou Chico.  
Nearby was the very similar ex-Gloucesterman CAVIARE also owned by E. E. Saunders.  Both schooners 
had 3 crew members standing by on board.  At the height of the storm their anchors failed to hold, and 
they were driven ashore at “Brent’s Mill.”  The Wreck Reports filed by the Federal Lifesaving Service 
state that LETTIE G. HOWARD and CAVIARE were valued at $6000 and $5000 respectively that they 
sustained damages estimated at $3500 and $3000. 
 The president of E. E. Saunders & Co. reported what happened in 1926 in a letter to Frederick 
W. Wallace.  “It was the father of all hurricanes.  The wind blew all Sunday night and until late Monday 
afternoon.  For nine hours its velocity exceeded 100 miles an hour, at times it was 120, and at one 
period reached 150 when the recording instrument blew down.  When the wind struck in, the tide rose a 
foot an hour and reached eight feet above normal high tide.  When that happened, the waterfront of 
Pensacola began to float away and today it is an entire wreck.  The damage done here is at least 
$3,000,000.  Our company has seven schooners ashore in one sunk in 30 feet of water, besides 7 vessels 
badly chafed and battered and requiring extensive repairs.  Our wharf is entirely gone, the ice plant 
flooded in the motor soaked.” 
 Again, one of the Saunders schooners driven ashore was the LETTIE G. HOWARD, now renamed 
the MYSTIC C.  There is a photograph that shows the vessel high and dry lying in a large quantity of 
debris between two other beached schooners a spoon bowed fishermen and the four-masted SANTA 
ROSA.  She still has her masts, and the only damage visible in the picture is some planking torn away 
from her bulwarks. 
 Northern built schooners continued to dominate the snapper fishing fleet well into this century.  
When boats had spent twenty years or so in the fishery they were generally hauled out and thoroughly 
rebuilt, acquiring in the process new names and new official numbers.  A few schooners were also built 
on the Gulf in this century.  Gulf builders usually gave their vessels a few more feet of beam dispensed 
with the break in the deck so popular in New England, which I provided 8 or 10 additional inches of 
headroom in the cabin area aft and had partially impeded the flow of water on deck to the stern.  When 
New England schooners were rebuilt on the Gulf they also came out with flush decks.  
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 The LETTIE G. HOWARD’s turn for rebuilding came in 1923.  As was standard procedure in these 
cases, Frank E. Wells, President of E. E. Saunders & Co. Wrote to the Department of Commerce 
informing them that the vessel had been, “surveyed, found unfit for further service, dismantled and the 
hull destroyed.”  This was a formality necessary if the ship was to acquire a new identity.  Frances Taylor, 
who had been the president of the Warren Fish Company, told W. J. Broughton that, “structural reasons 
aside there were good financial reasons for setting up these boats as new boats.”  These involved 
insurance rates, depreciation, and the fact that, if a vessel were to be sold, it would be easier to dispose 
of a 1923 boat than an 1893 one. 
 There is some confusion in the dating of Frank Welles’ letter.  Both letter and notary public 
affidavit say May 2, 1923.  The Tampa customs house date received stamp says March 7th. The last 
enrollment for the letter G Howard has a date of surrender of March 5, 1923 “At Pensacola” earlier than 
any of the above.  The first enrollment for the MYSTIC C is dated May 5, 1923. 
 Rebuilding of the vessel took place at Bay Point, located on the west side of the east arm of 
Pensacola Bay, south of Milton, Florida.  Some records mistakenly say “Bayport,” the name of a town on 
the East Coast of Florida along distance from Pensacola.  Bay Point was at one time a busy railhead, with 
a sawmill and a wharf for shipping lumber.  The writer attempted to visit the site in June 1989, but 
found it completely overgrown with trees and brush.  People living nearby said the only remains of 
human activity still visible were some pilings from the old wharf. 
 We have little information as to what rebuilding took place.  H. L.  Mertyns, who supervised 
work at the yard, told W. J. Broughton that the rule of thumb was, “if 50% new material went into the 
hull then it became a new vessel.”  We know from the enrolments that the break in the deck was 
removed, and that aside from this the dimensions changed very little.  The docking notebook kept by 
Mertyns and now owned by the Museum, shows two of the six bilge block positions changed 2 to 3 
inches.  It also shows that in November of that year the vessel had 36 feet of rocker added to the keel, 
with the maximum depth of 8 7/8 inches.  The schooner came north in 1967 with a shelf underneath her 
deck beams instead of the hanging knees one would expect in an Essex vessel of 1893, but we do not 
know that this change took place in 1923. 
 The 66 years the LETTIE G. HOWARD spent in the red snapper fishery saw a number of technical 
developments.  By the early 1920s weighing anchor by hand with the old “pump-brake” windlass was 
becoming a thing of the past.  Wallace, again describing his 1923 trip, recalls, “It was not much of a job 
to even the cable, as all snapper schooners were fitted with a gasoline hoisting engine with a chain drive 
to the windlass.  Even the sails were hoisted mechanically, and so used had the men become to this 
labor saving equipment that a breakdown in the hoist was regarded as a calamity.” 
 L. H. Tarbox gives a further description of this equipment in an article published in the “National 
Fisherman” around 1970, “To starboard, just forward of this trunk (for the foc’sle companionway), was 
an old, horizontal, single-cylinder, two-cycle gas engine with make-and-break ignition, having a cast iron 
pot around the cylinder, open at the top to contain the cooling water, and driving the windlass barrel 
through a chain drive.  The engine, an old Fairbanks Morse, had a hot shot battery for ignition.  At sea, 
the hotshot battery was sewn inside a canvas bag, which was then painted and stowed below to keep 
the salt moisture out.” 
 Hauling in the fish was done by hand until the 1950s.  The men protected their hands with, 
“nippers” made of old canvas or line wrapped around their palms.  Later these were replaced by 
manufactured rings of heavy rubber grooved around their circumference to take the fish line. 
 To reduce the labor of hauling in, the “bicycle reel” was introduced around the late 1940s.  This 
was a reel mounted in a socket on the rail, about the diameter of a bicycle wheel.  In its hand-operated 
form it had a crank handle attached at its center similar to a bicycle foot pedal.  Reels driven by 
electricity were introduced in 1950, using a special stainless steel wire instead of cotton line.  Two years 
later an employee of the E. E. Saunders company developed reels powered by a small air cooled gasoline 
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engine through an encased transmission shaft running along the rail.  to haul in with his real the 
fisherman simply engaged a clutch.  Kenneth Wells of Pensacola recalls power reels being first installed 
on the MYSTIC C, ex-LETTIE G. HOWARD, while he had command of the vessel between March 1952 and 
July 1953. 
 The first auxiliary-powered schooner appeared in the New England fisheries in 1900.  Auxiliary 
power came to the Campeche bank fishery somewhat later.  As late as 1923 the fleet was still entirely 
sail-powered.  After his return from the banks in the WILLIAM HAYS in that year, which took eight days 
in headwinds and calms, Frederick W. Wallace was asked by Frank Taylor, head of the Warren Fish 
Company, to assist in the designing of an auxiliary fishing vessel.  The result was the A. F. WARREN of 
1924 built by and for the Warren Fish Company.  The WARREN was a knockabout with a straight stem 
and counter stern, bearing more resemblance in her hull to a motor fishing vessel than a schooner.  She 
was fitted with a 150 horsepower 6-cylinder Wolverine crude oil engine, but retained a baldheaded 
schooner rig with ample staysail, foresail and mainsail all set from booms and the last two with gaffs.  
There was an engine room skylight abaft the main mast, and aft of that a large wheelhouse which 
contained not only the helm but also the berths for the captain and senior fishermen. 
 The A.F. WARREN was to be something of a prototype for the snapper fishermen of the next 
four decades.  The MYSTIC C was fitted with her first gasoline engine that same year, just 12 months 
after being rebuilt and renamed.  She would eventually have her rig reduced by the removal of topmast 
and bowsprit, but this did not happen immediately.  There is a picture of her in port with the bowsprit, 
which also seems to show exhaust from an engine and has late-1920’s cars in the background.  Her 
enrollment showed that the original gasoline engine was replaced by a diesel engine in 1947.  Kenneth 
Wells remembers that the bowsprit was gone by 1952, but that she did not yet have a wheelhouse.  by 
the time she was photographed by Eric Steinfelt in 1958 the wheelhouse had been installed. 
 The Pensacola companies engaged in the red snapper fishery closed down operations in the 
1960s.  A number of reasons have been cited including, decline in the number of fish, competition from 
foreign fishing boats, and the high cost of replacing aging vessels.  The MYSTIC C was reportedly the next 
to last vessel owned by E. E. Saunders and Co.; she was sold on May 3, 1967.  Soon after the company 
ceased operations, their building on the Pensacola waterfront burned to the ground.  Thomas Welles, 
who was with the firm its last fifteen years, says the fire destroyed all their records.  His brother Frank E. 
Welles, who was the last president of the company, died on August 23, 1983.  If he had any records, 
they were apparently lost in a fire that destroyed his house 2 months before his death.  The only known 
item to survive from the offices of the company is the 1939-1958 docking schedule notebook in the 
collection of the Pensacola Historical Society.   
 The MYSTIC C was sold to Historic Ships Associates, based in Boston, Massachusetts.  Little is 
known about this organization.  When the ship was bought from them by the South Street Seaport 
Museum just 16 months later, Robert L. Meade of Boston who signed the bill of sale stated that he was 
the only trustee.  Two other Men had been associated with Mead in the project, Gordon Goodwin of 
Green Harbor, Massachusetts, and Paul H. Dunn of Milton, Massachusetts.  It was reportedly Dunn who 
heard that there were former Gloucester schooners down in Pensacola, and flew down there to 
investigate, discovering the MYSTIC C in September 1966.  One newspaper report says she retired from 
fishing the following month and was bought that December.  However, her enrollments clearly show the 
date of change of ownership as May 1967, and the date her name was changed to CAVIARE as June 12, 
1967. 
 Dunn went back to Pensacola to bring the ship North.  He removed the wheelhouse in the ice 
boxes in the hold and reinstated the bowsprit.  The trip north was made with two additional men as 
crew, joined part of the way by Gordon Goodwin.  A stop was made at Cape Canaveral, Florida to land 
one crew member who became emotionally disturbed.  The hull leaked badly in heavy weather off Cape 
Hatteras, and it took some effort to keep the vessel afloat with broken up Cork leftover from the 
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removal of the iceboxes continually clogging the pumps.  The only other stop was Cape May, New 
Jersey.  The passage took 12 days.  The engine was still on board and in use part of the way.  By July 
1967 the ship had arrived and was being worked on in a shipyard in Fairhaven, Massachusetts.  The new 
owners were convinced that they had acquired the former CAVIARE of 1891, and were in the process of 
restoring her to an appearance closer to that vessel.  At Fair Haven she was given a longer main boom, 
and a main topmast was sent aloft.  She was also given the type of fish hold “pens” used to store salted 
down fish, and openings were made in the bulkheads to allow the viewing public to walk through the 
vessel.  In the process the engine was removed. 
 The effort to operate the vessel as a tourist attraction in Gloucester was not a success.  A birth 
was found for her in East Gloucester, rented from the North Shore Arts Association.  The income, either 
from visitors or donations was not forthcoming, and in June 1968, less than 10 months after she was 
placed on exhibit, Paul Dunn was writing to the South Street Seaport Museum to let them know she was 
available for purchase. 
 
 
Acquisition by the South Street Seaport Museum  
 
 The South Street Seaport Museum had its beginnings in 1966 when a small group organized as 
the Friends of South Street to, “re-create in the heart of our city the old seaport of New York.”  They 
received their charter as a not-for-profit educational institution in November 1967, with Peter Stanford 
as president and managing director. 
 One of their first acts was the organization of a “Ship Committee,” to plan the acquisition of a 
fleet of appropriate historic vessels similar to the fleets already existing at San Francisco and Mystic, 
Connecticut.  The committee's primary objective became locating one or two surviving deepwater 
sailing vessels from the former Cape Horn trades, such as would have been seen at the South Street 
piers in the late 1800s. 
 However, a number of smaller vessels were sought to complete this collection, including typical 
coastal schooner and a fishing schooner of the type that once called at the Fulton Fish Market.  The 
original candidates considered where the ALICE S. WENTWORTH of 1905, decorating the shorefront of a 
Boston restaurant, in the former EFFIE M. MORRISEY built at Essex in 1894, then lying in the Cape Verde 
Islands. 
 The museum first became aware of the CAVAIRE, ex-MYSTIC C in July 1967.  Albert Swanson of 
Danvers, Massachusetts, who had been investigating the Wentworth on their behalf forwarded to Peter 
Stanford a clipping from the Beverly Times announcing that the CAVAIRE, currently undergoing 
restoration in a Fairhaven, Massachusetts shipyard, was to be installed as a floating museum in 
Gloucester harbor.  Stanford circulated copies of the article to other members of the Ship Committee, 
noting that the museum has set its sights on the MORRISSEY, but had yet to hear from her owners.  In a 
general progress report to the committee dated September 12 Stanford again that made a brief mention 
of, “the Gloucester schooner venture,” calling it “genuine” and the CAVIARE a “valuable ship.” 
 There seems to have been no further activity until June 1968, when Stanford received a letter 
from Paul Henry Dunn stating that Historic Ships Associates would be willing to sell the vessel for 
$47,000, “including all her antique fittings.”  He also mentioned the possible arrival in New Bedford that 
summer of the EFFIE M. MORRISSEY.  in fact, the MORREISSEY, sailing under her Cape Verdean name 
ERNESTINA, was not to return to this country until the summer of 1982. 
 Peter Stanford distributed Dunn's letter to the Ship Committee with an estimate that the 
CAVIARE would probably cost around $60,000 to buy, insure, and bring to New York, and that the 
MORRISSEY, also needing restoration, would probably cost $150,000 or more.  He asked the members to 
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consider the choices, but the tone of the letter suggests he already favored the CAVIARE.  On July 11th, 
he wrote to the Peabody Museum of Salem to see what information they had on the vessel.   
 In his general report to the ship committee dated July 24th, the CAVIARE has been advanced to 
the category of “immediate plans.”  “The trustees recently resolved to add (to the lightship recently 
acquired) a fishing vessel, and move to get the CAVIARE of 1891, now in Gloucester.  Unfortunately, the 
owners are now reconsidering.  We have pointed out that the vessel has little future in Gloucester, due 
mainly to the lack of a strong institution to support her.  We still have some hope that this situation may 
change.”  He went on to review several fishing schooner possibilities, reiterating that the EFFIE M. 
MORRISSEY, “would have to be heavily funded.”  On August 27th, Stanford sent a one-page review of the 
fishing schooner situation in which he named nine existing vessels.  In the last sentence he pointed out 
that, “The CAVIARE (1891) and MORRISSEY (1893) (sic) are the only 19th century, clipper-bowed 
schooners extent to our knowledge.” 
 A bill of sale had already been drawn up for the CAVIARE in July.  It was executed on August 29th, 
just two days after the date of the above memo.  The museum agreed to pay $56,000 for the vessel.  It 
reserved the right to cancel the sale if not satisfied with the results of a survey made, out of the water.  
Historic Ships Associates agreed to pay for drydocking and surveying the ship in Gloucester, unless the 
sale was cancelled, in which case the museum would pay these expenses.   
 John S. Dickerson, Jr. of Southport, Maine spent two days surveying the CAVIARE at the yard of 
Gloucester Marine Railway.  In his “Summary of Findings” he stated that she was, “in surprisingly good 
condition, considering her 77 years,” but, “has undoubtedly been subjected to her share of normal 
abuse and hard usage, and should be treated with the respect befitting an old lady.”  He made 65 
recommendations, seven to be completed before the vessel was refloated and taken to New York.  The 
museum accepted the CAVIARE, and extended her stay at Gloucester Marine Railway to complete seven 
items Dickerson had recommended.  On September 6th Historic Ships Associates used $39,524.23 of the 
$56,000 to discharge a mortgage on the vessel.   
 The work performed at Gloucester marine railway consisted of: 

1. Installation of a new oak false keel, secured with stainless steel bolts. 
2. Installation of a new oak worm shoe, separated from the false keel by tarred felt paper and 

secured with galvanized iron boat nails. 
3. Replacement of sections of the oak forefoot, secured with stainless steel bolts.   
4. Replacement of iron straps on either side of the sternpost. 
5. Replacement of “important rotted, injured and worm eaten planks at or below the waterline.” 
6. Routing, recaulking, beetling and cementing of all seams from the waterline down. 
7. Applying 2 coats of commercial bottom paint. 

Dickerson inspected the work, and stated that it was, “conscientiously and properly accomplished, in a 
manner becoming the fishing boat industry.” 
 On September 6th Peter Stanford reported to the trustees of the South Street Seaport Museum 
that the CAVIARE had been acquired, and that she had passed her survey “with flying colors.”  He invited 
them to be on hand for her arrival at the museum at 11:00 A.M. on Friday, September 20th.  CAVIARE 
left Gloucester at 8:00 P.M. on September 14th, with Peter Stanford in command, towed by Russel 
Grinnell with the small tugboat HALL BROS.  Transiting the Cape Cod canal during the night, they arrived 
in Newport, Rhode Island at 4:40 A.M. the following day. 
 CAVIARE left Newport under sail at 9:30 A.M. on the 16th, accompanied by the brigantine-yacht 
BLACK PEARL.  The BLACK PEARL took the schooner in tow of Cape Breton light, and brought her into 
Mystic, Connecticut, to a berth near the whaling ship CHARLES W. MORGAN at 6:16 that afternoon.  The 
next morning the BLACK PEARL was experiencing problems with her diesel engine.  CAVIARE left Mystic 
under sail and preceded West off Race Point, where the BLACK PEARL caught up and again took her in 



15 
 

tow.  At 9:20 the following morning the tow was cast off again, and the CAVIARE sailed into City Island, 
to a berth just vacated by the replica schooner-yacht AMERICA, where she tied up at 11:00 A.M.  
 At 7:10 on the morning of the 20th, the BLACK PEARL towed the CAVIARE out of City Island and 
into the East River.  An hour later she turned over the tow to the New York tug FRANK P. BUCHANNON 
which took the schooner down to the upper Bay off Ellis Island.  The CAVIARE was cast off from the tug, 
all lower sails were set, and she proceeded back into the East River, where the tug assisted her alongside 
Pier 16, virtually on schedule.  A picture of the “stately old Gloucester schooner” passing a Staten Island 
Ferry appeared the next morning in the New York Daily News. 
 
 
The Identity Question  

 
In July 1968 with purchase of the CAVIARE by the South Street Seaport Museum a strong 

possibility, Peter Stanford sent off a letter to the Peabody museum in Salem, Massachusetts to find out 
what information they might have on the vessel.  On the 18th of that month Phillip Chadwick Foster 
Smith, curator responded; 

 “There is, I think, some confusion about this vessel.  The original CAVIARE was built in 
Essex, Massachusetts in 1891 by Moses Adams, who earlier had built a number of vessels with A. D. 
Story.  (A pamphlet distributed on board the CAVIARE was saying her builder had been Willard A. 
Burnham.)  On July 7th, 1916 she foundered on Alacrane (sic) Reef in the Gulf of Mexico. The captain and 
seven crewmen were saved, and were landed at Progresso, Mexico.  

 “The pamphlet distributed by the present owners of the CAVIARE in Gloucester claimed 
she was salvaged in sale again under the name MYSTIC C. I do not have data here to corroborate or to 
disprove this fact. The MYSTIC C is listed in all editions of “Merchant Vessels of the U.S.”  as having been 
built at Bay Point, Florida in 1923” 

 Historic Ships Associates reportedly based their beliefs at the MYSTIC C had originally 
been the CAVIARE of 1890 one on “a local tradition in Pensacola” and “a name on a sale plan.”  There 
would have been little reason to acquire the vessel for preservation at Gloucester if she had been built 
on the Gulf of Mexico and had spent her entire career there.  from whom they heard this local tradition 
is unknown.  There is a mention of a sale plan in the hands of Robert L. Meade in 1968.  There is no copy 
of this sale plan in the collection of the South Street Seaport Museum, and the recent efforts to locate 
Robert L. Meade have been unsuccessful.   

However, one item of possible documentary evidence does exist. In the archives of the South 
Street Seaport museum there is a very battered and dog-eared Ledger of the Pensacola sailmaker. It was 
apparently acquired from historic ships associates along with the vessel in 1968. This pleasure records 
work done on the sales of many of the local fishing schooners; the amount of canvas and other supplies 
used, the number of hours worked, what sales were made or repaired, and in some cases, who did the 
work.  Each vessel was given a page.  As the page was filled up, the vessel was given the next one 
available.  The first period ends in 1918. the Ledger was then apparently put aside until 1931, when the 
sailmaker decided to begin using it again. The Ledger came with printed page numbers and no pages are 
missing.  

In the pre-1918 section there are pages for LETTIE G. HOWARD and CAVIARE.  In the post-1931 
section there is a page for MYSTIC C.  All entries in the Ledger are in pencil.  The name of the vessel 
appears boldly written, or in a few cases printed, in the center of the top of the page.  On the page 
headed “MYSTIC C” there appears at the far left of the same line “CAVIARE,” written In, and later 
partially erased.  this entry might have been made time the page was begun in 1931, or anytime 
between then in 1968 when the museum acquired the lender.  Why someone did this, at least 8 years 
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after the birth of MYSTIC C, and on what basis, is unknown, as is the reason that the person or someone 
else subsequently began to erase the injury.  

On the last page for CAVIARE in the pre-1918 section there is another mystery.  The ledger has 
been laid out with the date column at the far left.  The pages usually have a starting year at the top of 
these columns.  The year the top left of this CAVIARE page is 1917, the year after she was apparently 
lost on the Alacran Reef.  However, this is clearly a “doctored” date.  It is still possible to make out the 
erased year 1915 under the 1917.  Halfway down the page, amid the entries, is the date January 1916.  
This would make the last entry on the page April 1916, quite consistent with the vessel’s being a total 
loss in July 1916.   

As soon as he received the letter from the Peabody museum, Peter Stanford began contacting 
known fishing schooner historians to get their opinions as to its significance.  Reporting the purchase of 
the CAVIARE to the ship committee on September 8th he added,  

“We are not totally sure of her identification as CAVIARE. we are pursuing the question.  The 
ship has been examined out of the water by Dana Story of Story’s yard, and by Gordon Thomas, 
historian of the fishing fleet and is pronounced to be a Gloucesterman of 1890-1910, probably early 
rather than late.”  

It has been generally accepted by maritime historians that elderly American wooden sailing 
vessels were often rebuilt and given new identities.  John F. Leavitt in the leading work on small coastal 
cargo schooners states that the ALICE S. WENTWORTH, in which he sailed in his youth, had been built in 
1863 and the LIZZIE A. POLLES and rebuilt and documented as a new vessel in 1905.  In 1947 Gordon 
Thomas had written to E. E. Saunders & Co. seeking information on the schooners from Gloucester that 
had gone down to the Gulf.  L. M. Holt, assistant secretary treasurer of the company responded with the 
final fate of several vessels, plus the information that the following had been rebuilt and renamed:  

CLARA LITTLEFIELD (1892) rebuilt in 1931 as FLOSSIE B. WELLES 
FLORA SEARS (1904) rebuilt 1924 as THOMAS E. WELLES 
CLARA HARWOOD (1891) rebuilt 1924 as WM. V. MCDONALD 
SEACONNET (1902) rebuilt 1929 as CARRIE B. WELLES 
VIRGINIA (1910) rebuilt 1925 as BUCCANEER 
SHEFFIELD (1891) rebuilt 1924 as E. W. FOWLER 

In a telephone conversation with the author in October 1989 Captain Walter Christianson of Pensacola, 
in referring to two boats that he and his father had commanded, added information that both had been 
rebuilds of schooners brought down from New England for the Warren Fish Co.: 
 CLARA G. SILVA (1906) rebuilt 1925 as DOLPHIN 
 EDITH SILVEIRA (1907) rebuilt 1930 as EVELYN 
All the above schooners appear in subsequent additions of “Merchant Vessels of the U.S.” has built in 
the latter year.  Christianson also stated that Warren, having their own shipyard in Pensacola, often built 
new vessels from the keel up, but that E. E. Saunders, not having such a facility, rebuilt all their 
schooners.  
 However, if MYSTIC C had been rebuilt from CAVIARE, how had she gotten off that reef in the 
southern Gulf of Mexico, and where had she been from 1916 to 1923?  Paul H Sherman, an amateur 
maritime historian attending New England College in New Hampshire, suggested in a January 15, 1969 
article in the “Gloucester Daily Times” at the MYSTIC C was actually the rebuilt LOTTIE S. HASKINS.  The 
HASKINS had also gone south to fish out of Pensacola, and had been removed from documentation in 
1921.  The length of LOTTIE S. HASKINS, and MYSTIC C differed by 4 feet.  There was only a one-foot 
difference between CAVIARE and MYSTIC C.  LOTTIE S. HASKINS was “an older vessel” (by one year) and 
“faster” (based on single race with CAVIARE in 1892).  The LOTTIE S. HASKINS had been in existence in 
1921, only two years before Mystic see appeared, as opposed to seven years for CAVIARE, but there was 
no other evidence to prove she had been rebuilt into MYSTIC C. 
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 There appear to have been no further developments until August 1970.  On the 20th of that 
month Albertson Hicks sent a report to Alan Frazer, program director of the South Street Seaport 
Museum, describing research he had been doing in Pensacola into the true identity of the CAVIARE.  
Hicks had talked with Captain Horton, in charge of the schooner Buccaneer, ex-Virginia, which a local 
organization would then attempting to preserve.  Orton had given him the name of, “gentleman who 
had operated a shipways owned by the fish companies, now out of business.”  This was H. L. Mertyns 
who had operated the marine railway for Warren Seafood Co. from 1911 to 1934.  

At this point W. J. Broughton of Birmingham, Alabama took over the research in Pensacola 
comma and discovered the key which appears to have unlocked the mystery.  Broughton taped 
interview with Merytns, who was then in a hospital.  in the course of the interview they examined a 
ledger Merytns and save dealing with the vessels drydock between 1921 and 1934.  Turning to a page 
for the schooner LETTIE G. HOWARD they found clearly written, “name change to MYSTIC C.”  faced with 
this evidence, apparently in his own handwriting, Merytns changed his story.  he recalled last hauling 
out of the LOTTIE S. HASKINS   in 1921, and hauling out the MYSTIC C in 1928, 1929, 1930, in 1931, in 
1934.  

The Merytns docking ledger is a very similar to the sailmaker’s ledger already described, though 
in somewhat better condition.  Again, pages are assigned to vessels period at the top of the page 
assigned to LETTIE G. HOWARD comma the name has been crossed out.  Above and to the right of this 
name has been entered, apparently in the same handwriting, “name change to MYSTIC C.”  Instead of 
information for placing the schooner during drydocking had been labeled “old docking plan” and crossed 
out.  a new set of information showing minor changes has been entered beneath, labeled “new docking 
plan.”  Again, the handwriting appears to be the same, including the misspelling of shroud as “shrowde.”  
below this is the inscription, “Keel changed 11/2/23 8” rocker put on.   Rocker starts from station 6’ to 
42 ft.  (36 ft. rocker in all)” The “rocker” in front of “starts” appears to have been added as an 
afterthought.  The rocker thus achieved is also diagrams of the sketch at near the bottom of the page.  

The column of dates at the left of the page is headed “1921.”  The dates are labeled D and L, 
presumably to indicate docked and launched, and include the time.  The sequence of months indicates 
the passage of 5 years.  Here there is an inconsistency.  Reading down the page, the year that should be 
1923, has no hauling out on November 2nd, for the alteration to the keel.  The years before and after do 
have hauling-outs that include November 2nd.  In the later year the vessel was only out of the water 26 
hours.  The earlier year seems likeliest to represent 1923.  The hauling-out spanning November 2nd lasts 
6 days.  And, there are 4 hauling-outs that year, while all other years have the two, 5 months or so apart, 
that were standard for these boats.  In fact, there may have been 5 hauling-outs that year.  There is a 
space for a fifth launching, but no date was entered.  If this is 1923, it would mean that the page actually 
begins in 1922 rather than 1921.  It could mean that the first two hauling-outs on the page represent 
one in 1921 and one in 1922, but the period between them would then be over 17 months, which seems 
unlikely.  In any case, the series of hauling-outs recorded on this page extends well beyond the date the 
LETTIE G. HOWARD was supposed to have been broken up. 

The letter G Howard had dimensions as similar to those of MYSTIC C’s as CAVIARE’s.  The two 
gross tonnages are extremely close, one allowance is made for a change from a deck with a break in it to 
a flush deck.  The last document for LETTIE G. HOWARD was surrendered on March 5th, 1923. The first 
document for the MYSTIC C was issued exactly two months later.  The last captain of the LETTIE G. 
HOWARD was H. W. McIntire, and the first captain of the MYSTIC C was also H. W. McIntire.  When the 
vessel was drydocked in 1968 the rocker in the keel was removed.  Alan Frazer measured the tapered 
pieces of wood taken off, which had been saved by the museum.  Based on his measurements the keel 
had had around 8 inches of rocker, what the docking book stated was the case after 1923.  Would a 
shipyard in Bay Point, Florida build a predominant fishing schooner in 1923, twenty years after the next 
stage in fishing schooner evolution, the knockabout, had been introduced?  
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The arguments for changing the vessels name to LETTIE G. HOWARD were submitted to the 
Museum's Ship Committee on September 18, 1970.  On May 27, 1971 the committee unanimously 
voted to change the name.  
 
 
Museum Ship at New York 1968-1989  
 
 When the CAVIARE, ex-MYSTIC C, ex-LETTIE G. HOWRD was acquired by the South Street 
Seaport Museum, it was the intention of the institution to sail her on a regular basis.  However, in spite 
of Peter Stanford's claim that she had passed her Gloucester survey “with flying colors,” in early October 
the following letter was received from marine division of the Continental Insurance Companies, via the 
museum’s insurers Johnson & Higgins.  
 “The theme of the numerous discussions we have had since the Museum has purchased this 
vessel has been whether or not she could successfully accomplish a “bit” of navigation.  As underwriters, 
we could not help to approach the assured’s intention toward the use of the vessel with considerable 
pessimism.  It would appear that after the 2 surveys we have had performed, our fears are not 
unfounded.  The general condition found is one of serious deterioration of the hull and its structural 
members due to worms, dry rot, and I guess just plain old age.  The standing and running rigging are 
considered unsafe for operation under sail as the result of rust.”  
 7 recommendations to make the vessels safer follow comma the first of them being,“ that the 
vessel not be moved from her present birth except by tugs within the harbor limits, and not under sail, 
only at times when no U.S.C.G. storm or small craft signals are in effect.”  The other recommendations 
dealt with replacing electrical wiring, removing flammables, deactivating galley and heating stoves, 
installing pumps, and removing 2 inactive LPG tanks located aft of the foremast.  
 The schooner served as committee boat for the Mayor's Cup schooner race that same month.  
In compliance with the recommendations, she was towed to a point in the Upper Bay off the battery 
and anchored there with her sails set.  She served in this capacity the following year and was also towed 
to the Harlem River to represent the museum at a waterfront celebration.  After this, she remained a 
static exhibit at the Museum's piers 15 and 16, except for trips under tow to boat yards in city Island for 
periodic dry dockings and surveys.  In August 1970 the museum acquired the recently-rebuilt steel 
schooner PIONEER, which it has been able to maintain in sailing conditions serving as a participant in a 
schooner races, a roving ambassador for the institution, a passenger carrying vessel, and a training ship 
for young people.  
 Lying at the museum’s piers, the LETTIE G. HOWARD over the next was visited by thousands of 
people, who roamed her decks, and peered into the fish hold bins to the narrow berths in the cabin and 
foc’sle.  Every few years she was towed to City Island and hauled-out.  While out of the water, the 
bottom was cleaned, the bottom seams were recaulked and she was repainted.  If you have the worst 
deteriorated planks were replaced or patched at the butts.  Several surveys were done which only 
confirmed what was already known, that the entire vessel needed major rebuilding.  
 While she was moored at the museum, work was done on her topsides and deck.  Her masts 
were usually scraped and oiled once a year, and her running rigging and ratlines were renewed.  Some 
projects begun by well-meaning staff members or volunteers were never completed.  The museum 
decided the windlass that was on her bow was not original in too large for the vessel.  It was removed, 
and a smaller one was acquired from a former Nova Scotia fishing schooner, the W. J. ELLISON, which 
was passing through on her way down to the Caribbean.  That windlass needed restoration before it 
could be installed, and the work was never done.  The barrels of both windlasses are lying on Pier 15.  
the folding mess table in the foc’sle was taken out by volunteers for restoration and has never come 
back.  
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 There have been two generations of Howard volunteers.  The first group came into being soon 
after the ship arrived.  Its ranks dwindled in the mid-1970s, and the last members seem to have lost 
interest in museum after Peter Stanford left in early 1976.  One early volunteer, Ken Fatten, a skilled 
woodworker, replaced the flat-top cabin skylight the vessel had, with a handsome peaked skylight.  Can 
later return to the museum as a volunteer on the WAVERTREE and is still active.  The second Howard 
volunteer group came into being around 1980, led by Michael Golda, a Navy Lieutenant attached to the 
former Brooklyn Navy Yard, and later Joseph Baiamonte.  Aside from some rigging work, both groups 
have been mainly concerned with replacing deteriorated wood: portions of deck planks, sections of cap 
railing, portions of the cabin top, the complete wheel box, and all the berth in both the cabin and the 
foc’sle.  Cosmetic scraping and repainting both above decks and below has usually taken place in the 
spring in preparation for the summer visitors.  Some years it had been done by waterfront staff, and 
some years by volunteers.   
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Appendix No. I 
Enrollments for the LETTIE G. HOWARD 

1893-1969 
 

Issued   Cancelled   Reason 
April 7, 1893  Jan, 20, 1897  Property, district & hail changed 
Jan. 20, 1897  April 8, 1897  Property partially changed 
April 8, 1897   April 21, 1897   Property partially changed 
April 21, 1897   Nov. 23, 1901   Property, district & hail change 
Nov. 23, 1901   March 19, 1902  Home 
March 19, 1902  July 7, 1902  New form issued 
July 7, 1910  Sept. 3, 1912  New form issued 
Sept. 3, 1912  June 10, 1914  Property changed 
June 10, 1914  May 24, 1915  Property changed 
May 24, 1915  Aug. 15, 1917  Enrollment lost 
Aug. 15, 1917  March 5, 1923  Abandoned, unfit for service (becomes MYSTIC  
      C) 
May 5, 1923  May 9, 1924  Rig & tonnage changed (first engine installed) 
May 9, 1924  Feb. 5, 1931  Sixth renewal expired 
Feb. 5, 1931  Jan. 28, 1936  To correct error in designating trade 
      (enrollment had said coasting trade instead 
      of fishing) 
Jan. 28, 1936  Jan. 4, 1947  Renewal spaces filled 
Jan. 4, 1947  Aug. 25, 1950  Rig changed; engine changed from gas to oil 
Aug. 25, 1950  July 21, 1953   Property changed 
July 21, 1953  Feb. 18, 1958  Property changed 
Feb. 18, 1958  March 25, 1965  Renewal spaces filled 
March 25, 1965  May 3, 1967  Home port & ownership changed 
May 3, 1967  June 12, 1967  Name changed (becomes CAVIARE) 
June 12, 1967  Nov. 6, 1969  Out of documentation, owner unknown. 
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Appendix No. II 
Owners of Vessel 

 
April 7, 1893   A. D. Story, Essex 3/8  
    Fred Howard, Beverly 2/8 
    Wm. H. Perkins, Gloucester 2/8 
    Edgar Randall, Beverly 1/8 
 
January 20, 1897  Oliver F. Kilham, Hamilton 14/16 
    Edgar Randall, Beverly 2/16 
 
April 8, 1897   Edgar Randall, Beverly 2/16 
    Oliver F Kilham, Hamilton 1/16 

S. B. Bray 1/16 
    Joseph C. Kilham 1/16 
    Allen H. Bennett 1/16 
    Albert Perry 1/16 
    Charles F. Lee 1/16 
    Fred P. Haskell 1/16 
    John W. Carter 1/16 
    Austin Whitcomb, Beverly 1/16 
    Samuel E. Thayer, Hamilton 1/16 
    Joseph F. Appleton, Salem 1/16 
    Charles A. Hurd, Beverly 1/16 
    Joseph A. Wallis, Beverly 1/16 
    John B. Hill, Beverly 1/16 
 
April 21, 1899   Oliver F Kilham, Hamilton 3/16 

S. B. Bray 1/16 
    Joseph C. Kilham 1/16 
    Allen H. Bennett 1/16 
    Albert Perry 1/16 
    Charles F. Lee 1/16 
    Fred P. Haskell 1/16 
    John W. Carter 1/16 
    Austin Whitcomb, Beverly 1/16 
    Samuel E. Thayer, Hamilton 1/16 
    Joseph F. Appleton, Salem 1/16 
    Charles A. Hurd, Beverly 1/16 
    Joseph A. Wallis, Beverly 1/16 
    John B. Hill, Beverly 1/16 
 
November 23, 1901  E. E. Saunders & Co., Pensacola 
 
June 10, 1914   Thomas E. Welles, Pensacola 
 
May 24, 1915   E. E. Saunders & Co., Pensacola 
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May 5, 1923   E. E. Saunders & Co., Pensacola (becomes MYSTIC C) 
 
July 21, 1953   Charles Edgar Calvert, Pensacola 
 
Feb. 18, 1958   E. E. Saunders & Co., Pensacola 
 
May 3, 1967   Robert L. Meade, Gloucester 
 
August 29, 1968   South Street Seaport Museum, New York 
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Appendix No. III 
Captains of Vessel 

 
 April 7, 1893      Fred Howard 
 November 11, 1895     John A. Swim 
 January 20, 1897     Edgar Randall 

  April 8, 1897      john A. Swim 
  June 18, 1897      Lewis Wood 
  November 9, 1897     T. E. Webber 
  March 25, 1898      Fred Howard 
  April 16, 1898      Louis Burke 
  October 4, 1898     Isaac Genthner 
  December 1, 1898      William Sweet 
  April 21. 1899      Thomas Selicke 
  October 20, 1899     Isaac Genthner 
  November 23, 1899     Jesse Thomas 
  November 2, 1900     Paul White 
  January 9, 1901      Jesse Thomas 
  February 27, 1901      W. P. Stover 
  March 2, 1901      Jesse Thomas 
  March 15, 1901      J. C. Townsend 
  April 27, 1901      Jesse Thomas 
  May 15, 1901      John A. Swim 
  November 5, 1901     Fortuno Jose Vieira 
  November 23, 1901     Parker Robbins 
  March 19, 1902      Peter Pavich 
  April 10, 1902      Hans Gudmundsen 
  August 3, 1905      Gustave Hansen 
  August 29, 1905     Hans Gudmundsen 
  April 25, 1906      Gustave Hansen 
  January 21, 1910      Salvadore Monte 

 June 8, 1910      Julio Repeto 
 April 13, 1912      H. L. Hussey 
 September 3, 1912     Julio Repeto 
 June 19, 1914      H. W. McIntire 
 February 24, 1915     Leo Wells 
 August 15, 1917     E. W. Fowler 
 December 14, 1917     W. J. Elliott 
 February 24, 1921     Rosario Grosso 
 December 24, 1921     H. W. McIntire 

(becomes MYSTIC C) 
 May 5, 1923      H. W. McIntire 
 September 29, 1923     George McLellan 
 June 23, 1925      M. Connelly 
 July 30, 1925      W. F. McKenney 
 September 29, 1925     George McLellan 
 June 22, 1928      I. S. Cribb 
 July 23, 1928      George McLellan 
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 April 24, 1930      William Killam 
 October 22, 1930     George McLellan 
 November 5, 1931     R. D. Roblee 
 December 13, 1932     W. F. McKenney 
 January 9, 1933      J. P. Walker 
 July 24, 1933      Guido Zecckine 
 September 19, 1933     Anthony Ljubetich 
 September 5, 1934     Alton Woodward 
 July 26, 1935      R. D. Roblee 
 August 5, 1935      H. Lewis 
 November 5, 1936     A. E. Givens 
 December 4, 1936     Bernard Meehan 
 December 22, 1936     Earl Lind 
 March 30, 1937      William Killam 
 September 29, 1937     Bernard Meehan 
 December 14, 1937     Leonard Givens 
 October 8, 1938     William Killam 
 December 12, 1938     John Cosetti 
 October 6, 1939     Axel Sternberg 
 November 23, 1939     John Cosetti 
 February 14, 1940     Joe Strasulla 
 April 26, 1940      Curtis Asbury 
 July 3, 1944      Waco Strickland 
 September 16, 1944     Aubrey L. Pruitt 
 November 13, 1944     G. H. Halst 
 March 1, 1945      Clifton C. Hixon 
 January 2, 1946      Olaf Andersen 
 July 15, 1946       Edward Lofholm 
 August 14, 1946     Olaf Andersen 
 September 16, 1947     Curtis Asbury 
 October 28, 1947      Olaf Andersen 
 August 27, 1948     D. T. Mayneer 
 October 8, 1948     Olaf Andersen 
 February 21, 1949     Bernard Meehan 
 April 23, 1949       Olaf Andersen 
 August 11, 1949      R. V. Neese 
 March 1, 1950      R. E. Brown 
 August 9, 1950      Sidney J. Clopton 
 August 25, 1950     R. E. Brown 
 May 9, 1951       James Calvert 
 December 27, 1951     Evert Lofman 
 March 24, 1952      Kenneth Wells 
 July 21, 1953      Charles E. Calvert 
 May 16, 1956      Robin Thompson 
 June 20, 1956      George H. Holst 
 October 15, 1956     Charles E. Calvert 
 February 18, 1958     Sidney J. Clopton 
 April 28, 1958      Charles E. Calvert 
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 May 29, 1958      Johnnie Rathel 
 September 22, 1959     Max Alford 
 March 7, 1960      James L. Myers 
 August 26, 1960     Curtis Asbury 
 October 24, 1960     Earl Fidler 
 January 16, 1962     Ralph Hendrix 
 March 9, 1962      Richard O. Williams 
 November 23, 1962     William A. Brown, Jr. 
 December 26, 1962     Walter Christianson 
 August 23, 1963     Robert B. Branch 
 December 4, 1963     Walter Christianson 
 August 5, 1964       Stanley H. Bush 
 May 2, 1966      James R. Carrol 
 June 10, 1966      Stanley H. Bush 
 August 10, 1966     J. R. Rainey 
 May 3, 1967      Robert L. Meade 
 May 9, 1967      Paul Dunn 
 June 12, 1967      Robert L. Meade 
 September 14, 1968     Peter Stanford 
 June 12, 2018      Allison Taylor 
 September 20, 2018     David A. Goldman 
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