2 UNITED STATES COAST GUARD

MET
29 AUG 1955

ADDRESS REPLY ¥Ou

Commandant?s Action
on

Merine Board of Investigetion; collision involving the S8 A, M, HNERS
and the S5 E, M. FORD in the St. Clair River, 19 Zpril 1956

1. Pursuant to the provisions of Title L6 CFR Part 136, the record of the
Marine Board of Investization comvened to investigate subject casualby, toe-
gether with its FMindings of Fast, Conclusions, and Recommendations, hes
been reviewed.

2. The 35 E. M. FORD, of 498 z.t., built in 1898, a converted self-uiloading

bulk cement carrier, withoubt cargo, was upbound in the lower end of the

St. Clair River, and the 55 A, M. BYERS, of 630k g.te., built in 1910, =
self-unloading bulk type carrier, was downbourd in such river. The weather
was cloudy, with good visibility, with current beotween 3 and 4 mphe Shordly
before 2137 19 Anril 1956 while both vessels wers approaching each othar at
normal full speed, the steering gear on the E. M. TORD jamned with lefs rid-
der which, in conjunction with the current, czusad the bow of the FOID o
veer sharply to the left and into cocllision wibth the A, M, VERS, The col-
lision bulkhead on the BYERS was holed, and the vessel nrozressively flocded
and sank 15 mirmtes after the collision. The collision oecurred ab 2137

19 April 19%6 in a position 800 £%. north of Squirrel Island Light No. 38.
The damage to the FORD was estimated st $300,000 and the damage to the BIURS
was estimated at 500,000,

3. The Findings of Fact, Conclusions, and Recommendations of the Mavine
Board of Investigation conwvened to investizabe subject casuslity are sporoved,
(signed) A, G, Hicimond
Ay Co RIGHICVD

Vips Admiral, U, 8, Coast Guarl
Comrandant,

(4. Mo BYERS . L. Mo FORD -
C=9 Bd,
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MARINE BOARD OF INVESTIGATION

COLLISION BE‘IWEEEJ
38 E, M. FORD and
85 A, M. BYERS in
St. Clair River,
19 April, 1956



2 ' FINDINGS OF FACT

tons, is & self-urﬂpadmg buik cemant carrier oT 05t x 50' :d 28 ad:lmmimd,

. built in Cleveland; Ohioc, in 1898, converted to sqlfam.oadim zn Bt.urgeoﬂ

~ has two scotch iadide boilers oarrying 225 psi steam, and: 18 pe

Bay, Wisconain; in 1956, and is ouned and opersted by Hurom FoMilatd Cement
Company, 1325, Ford Building, Detroit, Michigan.. Ths veggsl is éiukle scre,

by &
four-cylinder: reeipﬂt:ating engine, with full Baocking pouelr,. tniid& develbpb
1600 H.P. She was last inspected in Sturgeon Hay on 5 April, 1956, was M
dry-docked in Decém » 1952, and she has sn edteblishdd lodd 1ing last. on-
dorsed on 11 A 1956, The master of the FORD is Captain Thmpson G
of Detroit, Mi an. , ;

2.  The p‘temﬁ mael A, M, BYERS, O.N. 20750k, 656!; &ul, L. mt

tons, is a #elf-trloading type bulk carrier of 5' t x5l & ;30t dnensions,

built in Clsvelind,.Ohdo, in 1910, converted to seu-uﬂ:iﬁu” t i Toledo |
AT , Sh;bd;vgm

Ohio, in 1955, diimdmdoperatadbyﬁeisssum
Wisconsin, vaéeel is single sorew, has two bootch marine bk
180 psi stesn, dn& ig powered by a t}n'ae-cylindsr reciprocataiﬂg dhzine,

full backing. paua!‘, and davelops 1760 H.P. a8 last hapecﬁd in To edoy
Ohlo, on 31 March, 1956, was last dry-docked in s and she his

established load 1:|.ne last endorsed on 30 March,’ 1956 The mlim‘ of tho BYERS
is Captain J‘o&n Englesen, _ ;

3. Abou# 2137, 19 Aprdl, 1956, the EORD, upbbund, and B!ERS d‘umbbmd,
were in ocollikion at & po tmmtnorthoqulurrellalandIdghtmmthb
lower end of the 8t. Clair River. There was no loss of life oh either
vessel. Oné person, Michsbl Wents, Steward, on ths E. M, FORD was 1njuréd,
not seriously. Both vessels bustained heavy démage in the forward énd,
with the A. M. BYERS sinking in 30 fee‘h of water npproxﬂ:mtel;v’ 15 mim:beh
after the oéllisiom

L. The Qolliaion occurted when the steering gear on t.lm Es M. PORD lmmed
with the left rudder on the vessel which, 4in conjmction with ths current,

_caused the bow 6f the FORD to veer sharply to ths left end into collision

with the A, M. BYERS as the two vessels approachdd each other for & port.-
tc-port passage. _

5. The FGRD is equipped with a Williamson Brothers Steam Stearing Engins
#2266, Transmission from the wheel stand in the pillot house to the steering
engine in the fantall is by shaft and csble, ahafting at eithetr end and
cables through ¢srgo and machinery spaces. The cablé transmission, route
and cables, #ns reneWed during the extensive conversion to dement carrier,
The csbles are now routed down the center lins tumel of the vessel rather
than wmder the spar deck on the port side as béfors. The steering engine

is ooupled to the rudder quadrant by means of wheel chains and wire csbles.
Testimony indicates that the stesring gear worked rabher hard at Fit-out
time, but subsequently loocsened to aboub two spokes of slack mm at the
time of the casualty. The bridge of the FORD is also equipped with a
lighted electric rudder angle indicator and-an elsctric engine order
tehgrapho




i

LN The E. M. FORD was formerly the PRESQUE ISIE of the Gleveland Cliffs
Iron Company., She was purchased by the Huron Portland Cement Oompany and
to Sturgeon By in 1955. The vessel did not operate during either
S or 1955 saliling season. The conversion t0 A cement boab was a

yas oversesn by the chief engineer, Clarenos Nowacseweki,
who boarded the vessel in September, 1955. The fit-out of the engineering
department was under the direct supervision of the first assistant erginesr
- who boarded the vessel in November, 1955. The fit-out of the steering engine
oconsisted of a routine examination of the entire gear. The ¢ylinders wers
inapacted and ell valves end £ittings checked, The piston und valve rods
vere repacked, and gl bolts, studs, and fittings were ohecked for tightness.
* This exmination wes considered adequate by the engineering foree of the
FORD. The steering gear opersted satisfzotorily at smnual inspection.

Te The E. M. FORD deperted Sturgeon Bay, w.tscom:ln,onlzgfﬂl, s énd
londed her first cargo of bulk cement in Alpena, Michigan, on 1 April, 1956,
The vessel unloaded in Buffslo, New York, 15418 April, 1956, and departed at
1547 on 18 April, 1956, light with draft of 93" forwerd and 160" aft, bowmd
for Alpena, Michigan. The wheslbhouse log book indioates thst the ateering
gear was sxamined by the mate on watch before the vesse¢l entered the Detroit
River at approximately 1500 on 19 Aprdl, 1956, It is noted that the engine
roon log contained no entries at all relative to the steering gear. The
transit up the Detroit River and across lLake St. Clair wes uneventful, eud
the vessel entered the St, Clair River at 2005 at full speed, epproxima

ten miles ap hour ovar the ground. Testimony by thoes on wateh in the
wheslhouse intiostes that the steering gear was opereting norwally st thie
tims and that there was no apprecisble error in the gyro compess or in the
rudder angle indicator. - :

8. The watch was changed at 2000 when Thied Mate Ar Bay took
mavization of the vessel. He continued to give the the whee
mtil Just prdicr to the collision. Gerald Johmson 1aman |
Riohard Fujawa was watchmen with station in the bow ¢ e

mate was stationed in the open front window of the wheelhouse, The
Thompson Cempbell, was &lso in the wheslhouse in the slos xlty
the front window, and the navigation of the vessel was under his close

supervision. '

9. After entering the St. Clair River, the FORD psssed several downbound
veasels without incident, including the large steamship RICHARD M, MARSHALL,
Testimany indicates that the FORD was favoring the Censdian side of the
charmel as is normal with a light upbound vessel. The vessel ived at

a point epproximately one~half mile below Squirrel Xsland Light £38 at about
2135, 19 April, 1956, =The vessel at this time was ateering on oourse OL1° T
with Russell Island Renge shead. = ' : , -

10,  The A. M, BYERS departed Toledo, Ohlo, early in April and loaded 9561
tons of open hesrth mixture limestone at Drummond Island, Michigan, on
18 April, 1956, departing ad 2355 bownd for Buffalo, New York, with a draft
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15,  When the FORD wns a short diatance below I.s.ght #38. the third mate
ordered the course changed to the right to course O48° T. The current sets
8 vessel to the left 4n the vieinity of Squirrel Island Light so that con-
siderable right rudder is generally spplied to start the vessel swinging,

The wheelsman did not remember the amount of rudder he used in this instance;
however, the FORD came over smartly. A4s she swung tosard O4S° T, the
wheelaman applied about 5° left rudder to check the swing. Ab this moment
the FOHD and BYERS were between 1000 and 1500 feet spart, closing at abount
20 MPH and were In a normal passing situstion.

17. When the third mate of the FORD noticed his vessel swinging left s bit
in steadying on 0L8° T, he ordered right ruddsr to get the bow swinging right
again for the pasging situation. When the uheelsman attempted to spply the
right rudder, the wheel moved sbout two spokes of slack and then Jammed, ®o
that he could not epply right rudder or even take the left rudder off the
vessel. He immediztely notified the mate and the master that the rudder was
Janmed and the vessel was swinging left. The exact time of this casusliy
and resulting collision was not observed on either vessel. It 13 noted that
there are several discrepancies in the bridge log of the FORD with regard

to the time and location of the eolliasion.

18. The facts as 4o just what action was taken on the FORD with regard
to aignals were not definitely estsblished, as can well be expected when &
normal passing tums in an inastent into an impossible situation. It waas
established, however, that the master of the FORD immediately took charge
of the nawigation of the vessel, and put the engine ordar telegraph in
full asterm, which signal was answered promptly and the engines placed in
full astern. He also tried to free the wheel, and ordered the mate to
sound the gensrel alarm, which was promptly done. 4 signal was also
sounded on the ship's whistle by the third mate, desoribed by the wheslamen
and watchman on the FORD to be a danger signal, follmndbyatwo-hlast
asignal. This signal was identified on the BIERS as a simple two-blast
starboard-to-starboard passing signal. As for this two-blast signal, the
master of the FORD stat ed that at no time did he contemplate a starboard-
to-starboard passage. He knew that this action was impossible at the time
the rudder jammed. Both the master and the third mate testified that the
only signal they sounded wag the danger signal. After the rudder jammed,
the FORD swung left considersbly prior to the eollision, 2ided by the
current as well es the 5° lef} rudder. This suingmb not checkédappreciably
by tho backing of the vessel.

19 On the BYERS, the firgt indlcation of impending disaster was whan ]
two-blast signal was heard from the FORD and that vessel appeared to be
swinging left. The master of the BYERS immediately took over the navization
of his vessel, and snswered the two-blast signal with one blast, as he
realized instantly that there was no posaibility of a starboard-to-starboard
passage. He ordered hard right rudder, placed the chadburn at full astern,
which signal was answeréed promptly, and threw in the general alarm. The third
mate was ordered to drop the starboard snchor, which he was able to do prior
to the collision. He stated that knou:lng msf.inct.ivaly that collision was




- .

now inevitable snd he was throwing his vessel broadside to the oncoming FORD,
he changed rudder to hard left snd put the chadburn at full shead to straighten
his vessel out and his bow toward the FORD for a glancing blow. Just before
the collision, the master reng up full astern again and ordered the waitch out
of the wheelhouss. The master of the BYERS testifiad that neither did his
vesssl change counrse appreciably before the collision nor was his speed
materially reduced. : :

20. The collision between the tuc vessels took place sbout 2137 on :
19 April, 1956, in a position apprpximately 800 feet north of Squirtel Island
Light #38, almost in the centar of the chsnnel, and right on the inter-
national boundary between the United States snd Canmadas It 1s noted that
each of the four logs involved ghows a different time Tfar the collision.
According to testimony, no one noted the exact tims of the collision and

the time was merely estimsted. Advancing the BYERS from the last fixed
position at the Walpole Ferry Dock puts that vessel at the point of collision
at approximately 2137. The vessels oams together al near full speed at an
angle of spproach betwesn 200 and 300, The port side of the FORD's stem
struck the BYERS at a point about 20 fest aft of the stem on the port side
and penetrated approximstely 20 feet to within inches of the wheelhousa.

The collision bulkhead on the BYBRS was holed. The bow of the FORD was set
back approximately eight feet, and the atem some six feet to port. Damage

to both vessels was extensive in the forwerd arsa. The BIERS lost the ster-
board anchor and chain and her port anchor, The FORD's windlass was smashed
and the steering shaft leading desm from the pilothouse was parted at the
first set of bevel gears. '

21, The FORD backed ¢leer after the collision and, without steering or
anchors available, maneuvered by engine to the American side of the river
and finally came to rest heading upstream along the bank approximately

800 yards below light #38. The FORD did not make any water except for _
the forepeak. She was towed the next day to Great Lakes Engineering Works,
River Rouge, Michigan, where the repairs estimated & $300,000 will be maude.

22. At the time of the collision, Michael Wenta, Stsward on ths FORD,
was injwred when the door to his room struck him in the back as he wes
lesving In response to the general alarm. He was taken off the FORD by
the Coast Guard pisket bost and trensported to Algonac, Michigsn, where he
received medical hid. He was hospitalized at St. Joseph Hospital, Mt.
Clemons, Michigan, where his injuries were diagnosed as a broken rib and
contugions to his left side, He was discharged from the hospital or 2l
Aprdl, 1956, in satisfactory condition. . ,

23. The BYERS made water rapidly as a result of damage to the céllision
bulkhead which allowed water to enter the tunnels and flood the cargo
compertments. The BYERS was manenvered on hard left rudder toward the
Canadian side of the river and grounded forward in 29 feet of water, approxi-
metely four minutes after the collision, at a position some 500 yards below




Light #38, snd settled by thestern in 38 feet of water a few minutes later,

2li,  Immediately after the collisiom, the master of the BYERS called the
Coast Cuard for assistance snd warned all traffic in the river that he was

in a sinking condition. All upbound and dowrbound traffic was able to

stand clear of the disaster, and, thus, further casualty was averted. The
Coast Ouard responded smartly, with rescue craft €3-30379 from the Si. Clair
Flats Light Station underway almost immediately. The master of the BYERS
ordered his crew to abandon ship when he kmew she was sinking, and this was
carried out without incident, with the emgineering force pulling all fires:
in the boilers pricr to leaving. A}l persons except the master and third v
mate left the vessel aft in the two ship's lifcboats and Coast Guard plcket
boat, which was on the scene by this time, haring already taken the injured
man off the FORD, The master snd mate were plecked up from the bow of the J
BYERS, and the two lifeboats were towed to Harsen's Island, Michigan, where
the crew of the BYERS was quertersd in homes of residents of the isliand until
they went back on board the vessel on 12 May, 1956, No one was injured on =
the BYERS, It was noted thet om each vessel, the master experienced diffi.
culty in reaching the engine room by the sound-powered telephons after the
oollision. The engine rocm persormel of both vessels testifled that the
general alam bell completely nullified the asignal of the phone..

25,  The BYERS was successfylly reised on 8 May, 1956, pulled out of the .
channel and then towed to the American Shipbuilding Company, Tolsedo, Ohio
and dry-docked on 12 May, where the repairs estimated at $500,000 will ba
made. ' o

26. Examination of the steering engine of the E. M. FORD revealed that

two stud bolts on the eccentric rod had backed out and fallem to the engine
pan, thus separsting the valve from the eccentric and causing the gear to

Jam. The valve arrangement on the Williamson-type gear 1s located inboard = .
of the piston and directly under the wheel chaln drum In en &lmost inaccessible
location. This engine moves very fast while the gear is in operstion, making
it dangerous to even get into a position to flash a light down to exsmine _
this connection. It would be impossible to test these bolts underway. Testi-
mony indicatea that the bolts were tested by wrench at fit-out and also at -
Buffalo, New York, prior to departure from the port. Several tums of pac

ing were also added to tho velve stem pasking in Buffalo. .

27. The eccantric rod on this steering gear is made from flat bar stock
approximately one-hslf inch thick. The red fits in a slot on the etcentric
atrap anxd is connected to the strap by the two bolts which pags through
the strap and are threaded into the eccentric rod, as shoun in sketoh
marked Enclosure Ne, D, - |

28. Physical examination of the two bolts, Exhibit No. 8, A, Band C .
(3 photographs have been substituted for the bolts which are being returned
to the owners of the FORD on their request) revealas that they are hot forged
one-half inch sguare hesaded bolts with 13 threads to the inch. The heads are
well worn on the tightening edges. The threads are worn considerably at the .




end and also mwavofthaemnt.ric atrap.
and gave the general appearinoeofhningbeenbmgedaboutaathwwm

‘bacld.ng out of the commection.

29.

The following persons were interviewed and iheir testimony is attachad
SSE. HI FORD .

Master

Third Mate

Wheelsman
Wat.chman

Chief Engineer
First Assistant
Engineer

Third Assistant
Engineer

Third Mate

Wheeloman

Wat.chman

Third Assistant
Englineex

Chief Engineer

Ceapbell

Thempson _
16973 Northlawn Avenue

Detrolt, Michigan

Artinare Bey
919 Third Avenuve
Alpena, Michigan

Gerald Joimson
Route 2
Richard ujeawn
NS June Street
Alpena, Michigan

Clsrence Nowecsewski
1023 ‘Merchant Street
Alpena, Michlgan
Varnin Recho |

21055 North Line
Wyandotte, Michigan

Robert Boaver
Layal, Wisconsin

John losen
505 - Li6th Street
Sandusky, Ohio

Stuert C. Minton
1338 Oskland Avenue

" Relph M, Baclkde

Hessel, Michizan

Hobért L, Coello
3967 Wedge Strest
Calumet, Michigen

Carol W. Fermer
261 Kingey Aveme
Kermore, New York

John E. Schmitt
151 Cornell Drive
Tolsdo, Ohio

7

. e

The bolts were not stretchad

SS‘E. M. FRD-
SS E. M. FORD
S5 E. M. FCRD
83 B. M.-FORD

S8 E. M. FORD

S5 E. M. FORD

5S A, M, BYERS

SS A. M, BYERS

88 A, M, NYERS

SS A, M, BYERS
SS A. M, BYERS

SS A. M, BYERS
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CONCLUSIONS

1.  That the 6cllision between the steem vedbels E. M. FOD and A, M. BYERS
occurred at 2137 on 19 A 1956, at a positian 800 feet of Squirrel
Island ldght #38 (1L 704). The eollision occurred slightly to the Westwerd

of the center of the channel, the point of impact being in United States
waters. ‘ ' .

2. That the BS A, M. BYERS sunk at mately 2150 on 19 April, 1956,
at a position 800 yards south of Light ? in 29 fest of weter forward and
38 feet of water aft. The vessel sank right on the internationel boundary
between the Unitéd States and Csnada.

3. That the collision oocurred when the E. M. FORD sheered left into the
A. M. BYERS as a result of a steering engine casualty whioh caused the rudder
to Jam while carfying 5° left rudder. -

Le That the sngle of impact between the wﬁ,_maels was approximstely
0% caused by the sheer of the FORD to left frdm the normally parallel
oourse at the time of passing. : :

S. That the speod of each vessel had not materially reduced from full -
speed before collision, The FORD backed for approximately one minute before
the ecollision and the BYERS eomewhat less than & mimute. It is the opinion -
of the board that the BYERS wss going about 11 MPH ower the ground and the
FORD about six MPH over the ground at the instant of impact. The differsncte
in speed is due dlmost entirely to the current, estimated at thres MPH. '

6, That the rudder of the FORD jemmed as a result of material feilure

of the steering engine of that vessel when the two bolts linking the eccentric
rod to the eccentrio strap on the port valve essonbly backed out of this
commection and fell to the engine pan.

7. That the éxact reason why this comnection failed could not be re-
golved. This engine end many others of the same design have operated
satisfactorily for periods over S0 years without & casualty of this type
being experienced. After a csreful study of the facts in the case, the _
board concludes that the most logicsl resson for the bolts to become loose

in their connection and ultimately back out was possibly due to the tighten=
ing of the packing gland on the valve stem of the port slide valve beyond
a normal tightness when seversl tums of packing were added to this valve

in Buffalo, New York. It is felt that this tighthess would tend to set up an o
undus stress on the eocentric rod which was transferred to the bolts in the form
of excess reverse bending stress as the engine worked prior to the casually. :
This reverse bending stress would have a tendendy to locsen the bolis. It is
believed that once one bolt begen to looden, the progreasive backing out of
that bolt and then the other was inevitsble. The physical appesrance of the
¥wo bolts indicabes that they backed out slowly and were banged gbout in the
process. '




8. That nbmal naistenmoe procadurea bf the steering engine were
being carried out by the engineering force of the FIRD, All evidence
indicates that the engineere properly fit-out. end tested the engihe prior
to the start £ the season and that perfodid examinations of t.he mg.’me
were being mad¢, Additional packing was addﬁd at Buffslo, New ' g

the bolts testdd for tightness. FPhysical ezamination of the bol:

board zgm ‘blnt the bolts had been tested for tightness many t.imes wﬂ.h
& wren g

9. That pb%ical underwey exmmination of Bhie cornection is not poss:tb:la_
because of the indbedssibility of the two bolte and inherent denger to any-
one getting clode to them, both from the engime itself and from the large

- wheel chain drim mownted almost direotly over the comneation. The board

arrived at this canclusion a8 a result of visiting the FORD and cbserving:
the steering engine, the location of the bolts, ‘&nd obstructions in the w&.

10.  That the third essistant engineer camot be oriticized for failure
to deteot the lbossning of the bolts during his watch from 2000 to 2].37.

He casually cbserved the ergine as he went on watch at 2000 and nobéd

nothing wmusual at that time. The vessel was In the St. Clair Ri ﬁa
entire watch and it is normal for the enginear t6 stand by the 'bh:zzt

2t this time. tmetlwr ‘the impending casualty eduld have been detested
prior to its oc » either by sound or visusl examination, is questd.m-
able; however, 51; is concluded that for one to have moted a loosening of

the bolts, that cormection would have had to be dpecifically suspscted.
Testimony indicates that both the chief engineer énd first asalstant were
not able to distover the cause of the casualty on their first examdnation
after the collinion, even lmﬁug that something had caused the gear to Jam.

1. That the engine roam log of the E. M. FORB should have contained

entries pertaining to the tion and condition of the ateering gear

4n Buffalo, New York, when the packing wes added or an entry made in the

‘0fficial log of the vessel at thet time. This omisslion constitutes a .

violation of Title L6, CFR 97.15-3(b). However, it is the opinion of the
board that this fajilwre on the part of the chief engineer and assistant
enpineers did not in any way oontribute to the casualty end shou%d !pt
reflect upon thelr aettention to dut,y R

12,  That both vessels were nsvigat.:l.ng prcmu];r with proper mﬂng l:tghta
and were on their respective sides of the channel @p ¢to the point when the
rudder jammed on the FORD, It is the oconclusion of the board that neibher
would the accident have occurred nor would there have been & rear migs if

the steering geer had not Jamed.

13.  Thet a1l m orders ware answered prompt.ly and efficiently on
both vessels. ,

1h. = That the naviga.tion of the BYERS did not contribute to the collision.
It 1s the belief of the bourd that once the master of the BYERS realized




that the PORD was sheering towsrd him, there wes no action that he could
have taken to prevent the ocllision. The failure of the master to answer
the two-blast signal heard from the FORD with a damger signal was not
material., Answering with a single blast convayed the eams meanihg and
could not have misinformed the FORD. The vessels were already in extremss

- and the collision unavoidable. His hard pight rudder, full astern, followed

by hard Jeft rudder and full ahead reflect action of a prudant mariner Pind-

Ing himself in an impossible situetion.

15,  That the rapid sinking of the BYERS was csused by the hole in this
colligion bulkhead which allowed orogressive flooding of the entire pel.
The crew of the BIERS responded in & professional mannar to this nay .«
The acts of pulling all the fires in the boilers, seouring the engincer’
department of the vessel, amd then abandoning ship without incident reflect
the practice of good seamanghip and sound Judgment by the ship's company.
The chief engineer and the third mata can be singled out for their effoirts
during the eagualty. .

16, That the first whistle signsl sownded by the FORD after the rudder

Jammed was one which sounded like two blasts insteed of the intended -
danger signal. It 13 fell that both the master and third mate of the

FORD erred when they stated that it was the danger algnal that was sounded.
The testimony of all other peraons on the two bridges at the time indioated
that a two-whistle blast was initiated by the FORD., It appears that the
mester intended that the danger sisnal be sounded, for he testified that a
starboard-to-starboard passage was not considered at all vhet the rudder
Jomed and he wished to sound the alaym, He backed full, whereas it is
believed he would have continued at full speed had he hoped to cyross the -
bow of the BYERS, It is concluded that the error in the signal must heve
occurred in the method of sounding this signal by the third mate under

the stress of the situwation. There were a number of danger signals and
abandon-ship signals sounded by the vessals during this emergency.

17. However, 1t is concluded by the board that the two-blast signal by
the FORD instead of the danger signal did not contribute to the oollisien.
The BYERS was not misinformed by the signal and trapped into collision,
Both masters stated that they knew immediately that a collision was in
the meking. The vessels were by this time too olose to each other for
maneuvering out of collision and beyond the whistling state. Both rang
the general alaxm at the time of the whistles indickddng grave concern -
over the situatlon, which alarm probably was responsible for the faet .
that no one was injuréd np forward on either vessel; It is easy to.gee-
how the errors in whistling by both vessels ccourred when in one instind

a noérmal passing tumed into an impossible ?aituation.‘ ‘

18. . That the master of the FORD acted as a prudent mariner in the .
emergency, irrespective of the whistle signals and eriors in the bridgé log book,
He took the only action possible when the rudder Jammed in ringing full estern.
After the collision, he exarcised good seamanship in maneuvering his vessel
safely to the American sida of the chamnel without rudder or anchor available.




It 1s felt that ths errors and erasures in the log book were wnintentionally
nede by the master under the atress of the collision. His testimony
indicates that he was trying to writa the correoct entries and establish

the time of the collision, and any changes were made in that effort.

19. Tha=t the Master of the BYERS carried out an excellent act of =
seamanship throughout the cesualty. He took proper action to awoid the
oollision, if posaible. Hs tried to take nroper action to minimire its
effect. He navigated his vessel in a sinking condition to tha Canadian
pide of the river where she sgnk in comoaratively shellow water, At the
same tine he took all proper action for the safely of his orew so that

there was no lose of life or on his vesasl. Hedmnstmbodedn,
co0l, correct action with & we anised and admindstrated . He
was generous with preise for his offiocers and arew, olting the’ Iht.n,

Stuart C. Minton, and the Chief Engineer, John E, Submitt, with his engim
room orew for speclsl mntion. :

20, The testimony and manner of testifying indieates a well«um,
organized and sdministrated ehdp in the case of the BYERS and whab s

: ommlylmmormda“lm"chipinthouﬂotﬂwm

21, matthnganmlmminengmemmonthewousaelsm ‘
00 loud with relation to the sound«powered telephone czlling bell. In each
case, the Master had considersble diffioculty in comtacting the Chief Engineer
or the engine room, Even though this condition did not affect the situation
in this particuler casuvally, the board qoncludes that this s a glaring
daticioney which conld canse additional disaster in a case where it might -

be en zbsoluie neceseity for the br.ldge to esteblish voice commmication

with the engine room,

22. That no persomnel of the Coast Guard or any other goverment aganq
contributed to the casualty., The Coast Guard responded smaxtly to the
emsrgendy and had rescue vescels underway within mimmtes of the oollision,
The Board feels that comment is due vpan the appredlstion that both vessels -
have for the efforts of the rescue craft of the Codst Guard in theiy behalf
doring and following the 1med.hte oasualty.

23. The board would also like to note the apomiabion of t.he exey of the -
BYERS forr the assistance given to them subsaquent 6 tha collision

residents of Hsrsen's Island, The residents of the island quartered the
entire crew and set up messing Pacilities for them.. This treatment was very.
nudh in,evidema when the board visited Harsa:'s Ialmd to interview the
BYERS!' crew
2. That no aids to mrvigatim, wnocharted or incnrrectly charted aros or
objects, were imvolved.

25,  That there was no evidenee of &n act of misdoiduct, nogligenoe,
indttention to duty, or wilful viclation of any law or regulatdon o the
part of any pergon on eithow valsel which contributed to the casualty.




RECOM{ENDATTONS

1. That the steering engine ¢n the S3 E. M. FORD be provided with a
poaitive means of locking the bolt conneotion between the eocentric rod

- and eseontrio strap on the valve arrangement. In this regard, the owners

of the FORD have advised that the connection has been made poaitive by the
use of & lock washer nut and cot'ber pi.n : _

2. That all inspection ofﬁm be advised by means of Merchant Mar:’me '
Safety Imstruotions of the poasihility of this casualty ocourring on
similar steering engines, many of which are gtill believed to be in uvae,
andtgat steps be mde to provide positive locking of the rod end atrap

on se mits. o

3. That both 'e‘easels be required o supplement the sowund-powered

telephone somnd signal in thelr vespective engine rooms with an additional
sound signal energized from the wessel'e electrical system in accordance -
with provisions of 146 CFR, smmptez- J, Part 113.30-25(e) =

L.  That considersbion bs:given to msking the provisioms of L6 OFR, = -

.Subchapter J, Part 113.30-&5(::) mandatory for all existing vessels,

5o  Thab the case be closed and no further setion taken.

(sigaed) Edward O, Clark

' EIWARD O, CLARK
;__Gommndar, USCE - Chafrpan
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' (signed) Kolbjern Hansen
- EDLBJORN HANSEN
- Conmander, USCG - Member

(aigned) QGarth H, Read
@GARTH B, READ
Iieutenant Cméer, USCG - Resordesr



