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O 8. Coasd Guored File: (Eo Je BENRY-
Headquartors FERNLAND C=3 Bi)
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Prom: Chiaf, Merchunt Vaosszel Ingpuction Division

70 Comuaglank;
Via: Chief, Off'ice of Verchant Marine Safety

Sutj: ¥arine Mmard of Investigation; collisiom I, J, HENRY eand Norwegian
Fredght Ship FERNLAND on 2 October, 1930, appraximetely 13 miles
M of i.inter Quarter Light Veasel. :

i, Pursuant to ithe provisions of Title 46 C.F.R. Part 136, the recard of
the ¥arine ®ard convenad to investipgate subjeot casualty, tegether with the
Findings of Fact, Conclusions and Recommoudationsg has been reviewed and is
Porwarded herowith. :

2. The Ansrican tank vesssl 88 B, J, HRNEY of 11,8)\6 gross tons departed
from Port Miff1lin, DSlaware River, Fa., on 2 QOctober, 1350, bound for Hartur
Island, Texas. The Norweglen freight vessel MV MARMIAND of 55684 gross tons
departed {rom Mewport News, Ve., on 2 October, 1930, Mund for New York,

¥. Y. Approximately 13 m$les northeast of Vinter Quarter Light Vessel the
E. J. FEMRY was proceeding on a southerly course at s speed of over 13 knots
in a fog with the FPiRNIAND vieible on her radar on en opposite course. The
FERNLAKD voe bound on a tortherly course at = spded reduced from 1o knots
sounding & fop signzl with the E. J. HENRY viaible on her radar. VWhen both
vossels visually sighted each other, collision wae imevitalle and 2 collislon
resulted at 2150 approximately 13 mliles northeast of Uinter Quarter Light
Vossel. The weather conditions at the time of the casualty were easterly
wind, force 3 to 4, alight sea, overcast sky and thiok fog.

3. Ko lives wore lost nor were any imjuriss sustelned as a result of
this casualty. The K, J, HENRY sustained damage to the extent of {25,000
and the FLRNLAND sustained damage to the extend of §60,000.

4. The 3mrd made the following Pindings of Fact:

"(1) The $.5. E. J. HUNRY, & tank typo vesss, owned and operated by the
Atlantic Refining Company, and the Norwegian motor vessel FERNLAND, owned
and operated ty Fearnley & Eger of 0slo, Nerway, collided with each other
in a fop on 2 Octobor, 1960. Twe to a difference in time bstween the
cldécks of the two vessels, the time of collision, as given by the HLNRY
vas 2106, while the FLRNLAND reported 2151. (All times given are Zons
plus 5). There was 2lgo a variance _in the locus of the eollision.

That of the HLARY at 38° 09* N., 74° 48’ \.. The FERNLAND at 38° 05
40" M., T4% 4B° V. Using the navigationnl deta given in the tegtimony. .
s . Re. plot places the collision in 38? 06* 24" N., and 74% 47+ 18" u.
At the time, both vessels were underwry, hot stopped, in a thick fog.
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Compandant (P, J. FENRY=FERNLIID C=3 ®)

(2) The wind was 3-4 Tasterly, slight sea, overcast sky and thick fog
at the time of ccllision. TWoth vessels were using radars in pood
operating condition.

(3) Name of vessel: E. Jo HENRY PERNILAND
Nationality: UeSeAe YORVIAY
Type: Tanker (El.S) Dry Cargo {(M.V.)
Official No.s 238988 meaes
Home Port: Fhiladelphie, Pare 0slo, MNorwey
Riilt: Chester, Pu. (1939) Sunderiuand, Lng.
(1948)
length: b23.0 453
m: 7002 28 09
Depth: 3947 -
Draft: 17+ 08" F. 11t Q0 F.
241 06" A. (£t ocollision) 15t Q0" A,
Gross Tonnape: 11,616 o, H64
Net Tonnage: 7,240 3,140
Engine: Steam, single sorew Diesel, single screw
—~ owner : Atlantic Refining Co. Fearnley & Lger,
COslo, Norway
Master: Faul J. Linton, 1622 Pow- George M. Jakhella,

der Mil1l Lane, Viynnewood,Pe. Harald Hoarfagres Gt.
10=-B IV, Oslo,Norany
Damage: ow plates end frames Port quarter, plates
and framing

(4) Pertinent course changes and bells from log and boll beoks follow:

Course Changes

Timeo Es J. HENRY Time FERNIAND
2140 cfc 1420 2065 LWinter (uarter L.V, 1.4 miles
2143 c/c 1659 c/c 0242
2148 o/c 185° 2143 o/c 046
21586 collided 21b1-52 Collided
®wlls
2152 Standby 2147 Half ahead
2154 Slow ahemd 2147 Slow
21543 Stop 2149 Full wstern
2155 Full astern 21560 Mull ahead
2157 Full astern 21561 Collision
2168 Stop 21562 Genersl alarm
' 2158,; Full astern 21563 Full astern, full shead, slow shead

2159 Stop
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e J. HEMNRY:

(5) fThe L. J. HENRY left the Atlantic Refining Company dock at Fort
Mifflin, Delaware River, Pennsylvania at 1153 2 October, 1850. All
navigating gear, including the radar, had been checked prior to lLeaving
the dock, and had been logged in good operating condition. FHowever,
later it was apparent in the evidenco that the quadrant pen on the
course recorder did not function from a time shertly after the HENRY
left the dock, and this failure was not corrected before or after ths
collision. The Master, Paul J. Linton, acted as his own pilot, since
he held pilott!s indorsement for the Delaware River, snd the HENRY

was bhound coastwise. Partially Wllasted, her draft forward was 16.6,
and aft, 24.06. And she was considered a good stecring ship at this
draft. -

(6) An uneventful passage was made down Delaware River and My, aud
departure was taken from Overfalls Light Vessel at 1842 at standard
full speed, estimated tc be 13.5 knotse A course of 150 per gyrc com-
pass was laid to pass Femwick Island Gas Bioy closs abeam.

(7) At the time of departure, the woather was clear, with slighi haze;

o light sasterly breeze, smooth sea, and visibilliy estimated from the
position of known lights to be six to seven miles.

(8) At 2000 the Chief Mate was relieved by the Third Mate, Jawes H.
Pof'sted, License No. 44540. Also in this 2000 to 2400 watch ware
Josuph Szydlowski, Z=8694bbL, A.E., lalter T. Gaskill, Z-111424, A. R,
and Robert J. Lavies, 2-873015, 0.5. Szydlowskl took the first wheel
watch, and was on the bridge untll after the collision. Gaskill had
first lookout on the bow and remainod there until 2100, when relleved
by Davies. Since the HENRY was stecrod bty the metal mike, Srydlowski
stood by in the starboard wing as a lookout. ‘ :

(9) The Master was on the bridge when the watch was relieved, und
remained there until 200%, when Fenwick Island Gas PRuoy was sighted

close on the port bow about six miles ahead. He then verbally instructed
the Third Mate to pass this buoy close to port, run o little pasi the
buoy and then haul down to 185 per syro compass, the course for

Diumond Shoal. . Purther instructions to the Third Mate, according

to the Master, were to call him "if he needed him or was in doubt”.

No night orders were written, and the Captain then weat below Lo his
cabin, whero he turned in.

(10) At 2032 Ferwick Island Gas Moy was passed to port, seven-tenths
of a mile off when abeam, and the course was ochanged to 185 per gyro
compass with the metal mlke. The radar had been in constant use up
to this point, and was functioning satisfactorily. =Several vesssls
r were in sicht, and passed clear without alteration in course until
2140, when the Third Mate changed course to abtout 14 per gyrc compass
to pass an overtaken vessel to starboard. This vesssl was brought te
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a bearing of about four points on the startoard bow. The FUKRY was
gradually brought back to her base course of 185, which was yeaus

at 2148. As the Third Mate made the ocourse changes to por: he no
in the radar screen another wvessel, one or two points on his starboard
btow, about f'ive or six miles off, but he did not see ner visually when
he looked for her; and further, she was not reported at this tims by

the bow lookout, Davies. Thls vesse)l afterwards provsd to be tho
FERNMLAXD. As Lhe HUMNRY returned to her base courte ithe Third dase
noticed thet the lights of the vessol he was passing had disappesrat.
Another look at the radar screen showed the FERNLATD on the starioard

bow on practically the same bearing, but closed to about thrze miles off.

(11) The master was called ty Sgydlowski, who had been sert bolow uy
the Third Mate for this purpose at 214b. He estimated that it took kinm
five minutes to get on the bridge, where he immediately looksd at the
radar screen and saw two targets. Hotielng that the fog had shut in,
he walked to the starboerd wing, whore he asked the Third jate il the
engines were on. standby. Answered in the negative, he ordered the
engines on standby, and then inquired the relative movemenis of “he
two targots. He was informed that ons had been overtaken =znd that the
other was approaching, approximately ona parallel course. Ho orderad
the engines to slow, followed almost simmltaneously ly stop. 4t this
point a fog signal was heard on the startoard bow, and cne blast was
blown by the HEMRY, her first fog signal. Immedistely after, lighis
were seen about two points on the starboard bow, and the helm was
ordered full left. The Third Mute attempted to carry out this corder,
tut before he was able to do so the Master stated, he saw the rauge
and red side light of the FERNLAND. He then ordered full right rudder,
full astern on the engines, blew three blasts on the whistle and
followed this signal with one blast. At 2155, while swinging orn the
full right rudder, the TLMRY collided with the port quarter of the
FERVIAND, [Hails were exchanged between the two vessols, and when
mutual ldentification had been established, no injuries ascertained,
and both vessels still navigable, the HEMY returned to FPhiladelphis
and the FLRI'TAND procoeded to New York.

(12) The entries in the HENRY's bridge bell book were made by the Third
Mate--a standby bell when ordered, and the remainder the following
morning. Those in the bridge rough log were made after he went of{
watch at 2400.

FERNLAND :

(13) The FLR'LAND sailed from Newport News, Va., bound for New York atb
1300 2 October, 1850. Prior to depcriure all nevigating gear, including
the radar had been tested and funoticned satisfactorily. ior druft on
sailing was 11 feet forward und 18 feet aft.

(14) At 100 the pilot was discharged at the pilot station und o course
of 047 per gyro compass was steered; then 039 for ..inter Quarter Light
Vesseles At alout 2000 the lookout znd helmsman of tha 8 tg 12 watch
relieved the 4 to 8. These men were Inzvald Pedsrsen, Declk Bor,
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(Norwegian provisional seaman’s papers), and Rolf Fetersen, Teck oy,
(Yo pspers). Ingvald Pedersen reportsd to the bridge for the first
trick at the wheel, and kolf Petersen reported as bow lookout. .t
2030 the Chief Mate was relieved by the Third Mate, S. R, Pedersen
(Norwegian Third Mate's License), who was making his firsttrip as &
licensed officer. For this reason, the MNaster stuted, he remained on
the bridge.

(19) At 2005 ..inter (uarter Light Vossel was passed abwam %o port, one
and four-tenths miles off, and the course was charged to 024 gyro
compass, with three degroes allowance for gyro error and lesway. The
‘aster stated, he had seen Uinter Quarder about six miles visually after
picking it up on the radar. Prom this he deduced that visibility was
limited, tut nct seriously so. His views on visibility wers also hsld
ty others of the watch. About 2126, two targets were sighted ly the
Master on the radar screen, one about 10 depreos, and the other, sne or
two degrecs on the port bow at approximately the same range. 12 miles.
le made several trips from the bridge wing to the radar, as these
tarjets closed, but could not sce them visuallv. At the four-mile rarge
they still could not b seen, but the tarfet 10 degrees on the bow wus
opening her bearing, while the other did not change appreciably f{rom
the one or two desrees when first sighted. The Master testified {imt

~ at this point he estimated the vigibility to be less than five miles,
and at 2143, when he first noticed this condition, he began to scund
fog signals, and mude a change of course to the right to 048 per gyre
compass. Shortly after, at 2147, according to ths master, he noticed
fog. He then ordered half speed, slow speed, and the bearing of +he
closer vessel, afterwards known to be the HENRY, opened ou® to 24
degrees on the port bow atout two miles off.

(16) Up to this time, at 2147, the FLRNI&ND had teen steaning at shout
15 knots. The Master estimated that the reduction of speed reduced her
way to about six or sasven knots. Shortly thereafter, at 2149, a fog sig-
nal was heurd about four points on the port bow. All witnesses agrozd
that it sounded close, and almost immediately the lights of the ERMRY
loomed cut of the fog at an estimated distance of less than half a mile.
or range lishts, which were open, and green side lisht, were seen
almost simulteneously. The FERNLAND was iven @ hard right rudder a%
this instent, und one blast “own on the whistle, the engines put full
astern, and then a series of short blasts were soundec. According o
the Master, collision appoared imminent and unaveidable, and that the
vessels would collide at a right angle, and the tow of the HENRY prooably
would hit the midship section of the FERNLAND. Estimatling his spesd at
3.; knots, he ordered full shead and full right rudder to get clsar of
the HEHRY, or fauilirg that, to change the peint of impact-. In spite of
this, at 2142 the HEMRY collided with the port quarter of the FERNIAND.
Under the right rudder, he considerec the FiRNLAND swungz about 20 deprsces
) from the time he gave the rudder order until the impact occurred. The
FLITAMD was stopped, hails were exchenged, and information passsd imcik
and forth regarding assistance. . hen apparent that none wes need:d or

-
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necessary, the FEKNIAND proceeded to New York.

(17) The entries in the deck log of the PERMLAND were made by the
Third Mate; those up to and including 2143 as they cccurred, the re-
maining entries on the following morning.

(18) Assistance was offered the FRRMNLAMD by the U. S, Cousgt Guard

Station .8], by radio after the collision, but this circumstance was
not reported by the 5., J. HENRY, probably dus to the fuct that har

radio antenna had been carried away by the collision,

[da]

The Mard made the following Conclusions;

(1) The principal cause of the coliision was the ercessive speed
with which the two vesssls approached each other under fopf conditiosusg.
Probubly this was a patch of fog, since each entered it suddenly,

and Lhe log of i.inter Quarter Light Vessel, about 13 miles away atb

the time, shows enough visibility to preclude the use of the fog
signal.

S (2) The b. J. IENKY was procecding at a speed of over 13 knots
fog; when the radar plainly showed that danger of collision existed.

(3) The . J. H&NRY failed to sound fog signals until sometime al'ter
entering the fopy bank, and then only when the fog signal of the VLHNIAND
vas heard ahead.

{(4) fThe master of the IIMRY left a falrly inexperiencced officoer on the
bridge in en area where the tratfic is known to be pgenerally heavy, wnd
no definite instructions were given reparding passing vessels, or il
the visibility wus reduced.

{5) The Third Mute of the INNRY made no attempt to familisrizs himself

with starding orders, and only called the master after entering the fog.
He made no altempt to reduce speed or sound fog signals until the mester
cume on the bridpge, and then only when so ordered.

(6) The FRLKMIAND was proceeding at an excessive speed, nearly 12 kichs
in reduced visibility, and even though the speed had lgen reduced btefore
entering the for, her velocity was still too great to allow her to avoeld
collision. further, the indications on the radar, that another vesisel
was on a collision course and not visible at four miles, should havs
indicated to the master that he was entering the jaws of collision at
too great a speed.

~ (7) The FTENTAND sounded her fog signals in accordance with legal
' requirementis.

(8) The maneuver of the FLRNLAMD to avoid colliding amidships wus «
justified one, and one which probably saved her from sinking-

- .
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{8) There was no evidence of faulty gear on either vessel, an?
except for the incidents cited above, no other nsgligence was apaaroni.

6o The fard made the following recommendations;

(1) It is recommended that Paul J. Linton, License Ho. 8534, dasiss
of the K, J. LlKY, be charged for misconduct for the violation of
Articles 15, 16 and 29 of the Rules of the Road, 46 USC.

{2) It is recommended that James F. Tofsted, Ilicense ¥o. 44347,
Third Mate of the 7i. J. MEMPY, also be charged with misconduct for
the vielation of Articles 15, 16 and 29 of the Rules of the Rood.
46 Usc.n

RUNARKS
7. kecommencdutions 1 and 2 of the foard indicate that ths mauster und

third mate of the r. J. HBNRY should be charged wiih misconduct for viols-
tion of the Rules cf the koad. Under the circumstances of subject cusuully,
a ciarge of "negligence" is more appropriate than a charge of “misconduct.”

8. The term "46 USC" appearing at the end of the Pard's recommendails
ol

1 and 2 is obviously in error. Such term should be 33 USC 91, 92, amnd 121
as the 7. 8. Code citation for Articles 15, 16 and 29 referred to in the

foard’s recommendations.

9o Subject Lo the foregoing remarks, it is recommended that the Firdings
of Fact, Conclusions, and Recommendations of the Marine PBoard of Investigalilon
be approved.

EDiwe C. CLEAVE
L. €. CLBAVE

Ind=1 29 Dacember, 1900

(ko Jo WENKY-FLENLAYD C-38 B)
From: Chisef, Office of Merchanl Marine Safety
To: Commandant

Forws~ded, recommonding approval.

H. C. SlEPHEARD
. C. SHEPYEARD

APPROVED: January 11, 1901
MERLIMN Q'NEILL

Vice Admiral, U. S. Coast Guard
Commandant - T o




