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1, The record of tﬁe Marine Board of Investigation convened to investigate
gubject casualty, including its Findings of Fact, Opinions, Conclusions
and Recommendations, has been reviewed.

2. At 2230, 13 April 1961, during heavy weather, the S5 MARINE MIRCHANT,
a Liberty type freight vessel, while approximately 55 miles east of
Portsmouth, New Hampshire, suffered a transverse fracture of the hull
amidships from sheer strake to sheer strake through the keel and
ultimately foundered 11% hours later. Thers was no loss of life or
seriocus injury to any of the crew members.

3. The MARTNE MERCHAWNT was en route from Port Sulphur, La. to Portland,
Maine with 8,125 long tons of sulphur cargo loaded in numbers 2, 3 and

L holds. Numbers 1 and 5 were empty. Durdng the early hours of 13

April 1961, while proceeding on a northerly heading off Nantucket Shoals,
weather and sea conditions progressively worsened and by 0800 heavy seas
were begimning Yo break over the starboard side, main deck. Speed was
gradually reduced to prevent pounding., The storm reached gale proportions
at about noon and the vessel was rolling heavily in an easterly swell.

At about 1700 the vessel hove to in an effort to ease the force of breaking
seas and shaft revolutions were maintained at the minimmum necessary to
hold the desired headings. By 2000 on 13 April major storm conditions
prevailed. Seas had become extremely adverse; the wind was logged at
force 10 and was accompanied by rain, snow, sleet and fog.

he At about 2230, while the vessel was still hove to approximately LO
miles southeast of Portland Lightship, with the engine turning 32 RPN,
a loud report was heard followed by an appreciable settling of the
vessel amidships. Realizing that the vessel had suffered a major




structural failure the engine was stopped, the general alarm was sounded,
the radio officer was instructed to send an SOS and the crew was directed
to prepare and swing out the boats. The sending of the SOS was delayed
when it was learned that the sagging condition of the vessel had caused
the antenna to slacken and ground out on the radar scanmer. After
rigging an emergency antenna, an auto-alerm signal was transmitted on
the distress frequency. The Coast Guard Radio Station, Boston, Mass.
and several merchani{ vessels responded but the closest vessel was at
least 5 or 6 hours away. In the meantime it was determined that tho
vessel had sustezined a complete fracture of the sides and underbody

Just forward of the forward part of mumber 3 hatch coaming at about
frame 73. . The two halves Were joilned solely by the main deck plating
which, though worlking with the seas, appeared to be holding. Due to

the severe weather and sea conditions then prevailing the master elected
to delay abandonment of the vessel as long as possible with the hope

the halves would remain joined until daylight.

5. With the coming of daylight wind and sea conditions moderated
somewhat. At about 0430, 1L April, the S5S DARU and the SS ESSO RALEIGH
were in the area and since the vessel's sagging condition had increased
dangerously during the previous hour the master ordered the vessel
abandoned. Fires to the bollers were secured. Life nets, Jacob's
ladders and mattresses had previously been rigged over the side and
since the vessel was nearly on an even keel no difficulty was encountered
in lowering away the two lifeboats. Number 2 boat was on the lee side
and was lowered away first and held alongside with 8 or 10 men aboard,
The nmumber 1 boat was then lowered with 9 men aboard but because she
wag on the weather side she had to be cast off to keep from belng stove
in., The remaining crew then disembarked into number 2 boat. Before
departing the vessel, the Radio Operator locked the radic transmitter

. key in the "on" position on the distress frequency.

6. The crew members in the number L boat were picked up by the SS DARU
and those in number 2 were picked up by the ESSO RALEIGH,

7. At 0910, 1y April, the vessel sank in 115 fathoms of water,

8. The Board took notice of the courage and unselfish regard for
others displayed by Jose Aragac, Z-673131-Dl, Fireman/Watertender,

who, because he had no dependents, remained on watch in the engineering
spaces from the tlme the vessel fractured until ordered abandoned rather
than let some other crew member risk his life,
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REMARKS

1. The Board concluded that the vessel broke in two primarily due to the
coincidence of three factors:

1. The inherent weakness incident to structural notch sensitivity
common to welded vessels of this class;

2, Stresses occagioned by extremely adverse sea conditions and

3. The sagging strain developed by the stress of cargo concentrated
in the midbody of the vessel. :

The reported air temperature of 37° was lower than the reported sea
temperature of LLO yet the deck behaved very ductilely and acted as a
plastic hinge for sometime after the fracture of the rest of the hull,
Although the main hull fracture cbviously proceeded very rapidly, l.e.,
suddenly, it appears from these facts that the fracture may have been
predoninantly ductile. Accordingly, the opinion by the Board that an
inherent weakness incident te structural notch sensitivity was a factor
does not appear to be supported. Sea conditions unquestionably con-
tributed to the casualty to some degree but it is considered that the
third factor, that is, the extremely unfavorable loading distribution
was actually the principal cause of the fracture. Calculations indicate
this was such as to result in a probsble maximum wave sagging bending
moment about L times that which would have been developed with homogeneous
loading. The concentration of cargo in holds 2, 3 and i also resulted
in an excessive wnit loading on the tank tops. In the number 3 hold,
where the fracture occurred, the average unit loading on the tank top
was almost L ton per square foot, about 1.8 times that corresponding

to full honogeneous loading and in excess of the maximum loading
recommended by the Manual on the "Stowage of Bulk Cargoes Such as Ore,
Ore Concentrates, and Similar Cargoes When Carried in General Cargo
Vessels, " issued by the National Cargo Bureau and referred to in

L6 CFR 97.12, which in turn, requires that the owners of such vessels
carrying bulk cargoes shall furnish their masters with guidance
information pertaining to the safe stowage of these cargoes. Page

3l of the testimony indicates that the vessel apparently did have
loading instructions buib that these may have dealt with carge dis-
tribution only from the viewpoint of efficient stevedoring, and of
providing for possible taking on of another cargo at an intermediate
port.




2. The Board also concluded that the vessel's prior history of groundings,
her age and the sea water temperature may have contributed to the fracture
and further that the previous groundings and storms encountered during hes
career could conceivably have resulted in a struetural weakness which was
not evident prior to sailing. While these opinions are speculative and
not specifically supported by any evidence in the record, it is agreed
that they do present possibilities and to that extent are generally
concurrsd in subject to some reservation as to the part played by the

sea water temperature which was discussed in paragraph 1 above,

3. The Board's conclusion ld. that the Iracture started at or near
the turn of the bilge is not particularly supported by the data; however,
it is obvious that it started somewhere in the bottom.

i, The Board's opinion in paragraph 1f. that the omission of cargo in
numbers 1 and 5 holds though commonly practiced in the interests of
efficiency is not deemed advisable, is considered correct. This principle-
applies generally to all vessels, not just welded vessels of this class.
However, it should be noted that such loadings, at sufficiently less

than full cargo dead welght, can be safely carried if the end tanks are
ballasted.

5. The Board was of the further opinion that there was no evidence of
imprudent seamanship, negligence or other personnel failure having caused
or contributed to this casualty. To the extent that the reason for

proceeding to sea with no cargo in holds 1 and 5 was not clearly established

in the record it is agreed that no charge of negligence or lack of knowledge
is assertible in this case; however, it is congsldered that this casualty
clearly establishea the need for understanding the principles relating

to safe distribution of bulk carge in general cargo carriers. Acting

on the report of the Marine Board of Investigation into the foundering

of the barge ARIZONA SWORD on 13 Jamuary 1961, with a cargo of sulphur, .
the Merchant Marine Council was requested to initiate a study to determine
the sufficiency of present regulations as they apply to vessels carrying
cargoes of a corrogive nature, taking into account also the effect of
cargo density and distribution, and to make appropriate recommendations
in the premises. Since the same factors appear %o have been present

in this case, this report will als¢ be referred to the Merchant Marine
Council for consideration as a part of that study,

6. The commendatory conduct on the part of Mr. Jose Aragao, Fireman/
Wiatertender, will be referred to the Maritime Administration for possible
consideration by the Merchant Marine Board of Awards.




7. Action with respect to the Board's recommendation for letlers of
aporeciation to the SS DARU and S5 ISSO RALEIGH for the assistance
they rendered in this case will be taken.

8. With respect to the Board's recommendation that consideration be

given to the advisability of requiring all welded vessels to be equipped
with an auxiliary radio transmitter antenna, since radic installations

are required by statutes and repulations under the cognizance of tho
Federal Communications Commission, a copy of this report will be referred
to that agency for information and such action as they may deem appropriate.
It would appear however that if the recommendation is valid for welded
vassels it would be equally justified for vessels of other construction.

9. Subject to the foregoing remarks, the record of the Marine Board of
Investigation is approved.

E. 1. ROLAND
Admiral, U. 8. Coast Guard
Commandant
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Jubj: 35S MARINE MERCHANT, D/N 245750; structiyal failure and ultimate
sinking, 14 April 19.;1, Gulf of Maine

Ref: (=) compr (MvI) lor 18 Apeil 1961 (MARINE MERCIAWT C-1 Bd)

1. In compliance with rafoereace (a) and under the authority of Tltle

LG USC 239, a Marine Board of Investisation was convenad on 20 April 1961

at the office of Cifficer in Tharce, Marine Insveciicn, Boston, Massachusetls,
for the purpose of lnguiring Jtto all Ffacte surrouading the subject casualty.
Parties in laterest weres duly reprazsented by counsel gnd the proceedings were
conducted purstant Lo the provisions of TlEle b6 OFR 135. All witnescas
testified under cath, and no affficuliies were eacountered during the ecourse
cf the investigniion, Teeliwony obialned during o preliminary loguliry
sondueted prior to receiph of ceference (a) has been made « port of this
official record inaswich as coritain witoossos vere not avallable to testify
during the formal proveediaps. The Poard adjowraed on the evenlng of

21 April 1951 in order ho veview all pertinent docurentary evidence

relating to the casunliy and all available insgpecticn files covering

prior conversiong and overbauls.

FTHDINGS OF TADT

1. At 2230, 13 April 1951, the 335 HMARINE MERCHANT, while en roube Portland,
Maine, suffered a britile Tracture in the lower portion of its hull which
instantly progressed lransversoly and vertically and uliimately resulted in
foundering approximately sleven and one-hall howrs therealter with no loss
of life nor significest pereonnel injuries involved.

2. The MARINE MERCHANT, O/ 245750, o stesm screw Liberty-class cargo

vessel certificated for ocean trade, btuilt of steel in 1044 by Hew England
Shiphuilding Corporation abt Fortlsnd, Maine, vas converted to & bulk

carrier in 1947 and last inspected st Norfolk, Virginia, 10 March 1961.

The vassel's registered dimensions are: Length 2.8 feel, breadth 57 leet,
depth 34.8 fect; 603% gross tons, W038 net tons. Tts home port i Wilmingion,
Delaware, and it is owned by Marine Navigation Company, Ine., Wilmington,
Pelaware., Original consctruction included the below listed stiuctural
alterations as set forth in "fhe Jlructural Alterations On Iiberty Ohips,"
CG-140 dated April 1946: :




(1) Hatch reinforcement (#2, 3 & & in upper deck)
MCE Plan 816-2-3-102

(2) Deck erack arecsier
UsCe Plan M.I. 14-511-17-1 Detail B

(3) Gunnel arrester
MC Plan EC2-S-Cl-511-6-6

(4) Bilge keel alteration
Serrated at bilge keel butts sad D-strake
plate butis

3. At the time of this casualty extrenely adverse gea condltions prevailed.
During the early afterncon hours of 13 April the winds, then B X ME, increased
in intensity to gale force (50-55 MPH and occasional gusis to 65 MEH). AL
about 2030, the vessel was enveloped by a reduced visibility condition with
attendant rain, snow, sleet and fog. Sea conditlons were reported as extremely
adverse, reaching a height of 20 fect and breaking in a confused and severe
menner. Official weather messages for the area in question reported casterly
wvinds to 50 knots with 15-foot easterly seas, period of sea 8-10 zeconds;

alr temperature dropping to L0 degrees and sea temperature to 36 degrees.

The vescel's deck logbook indicates B X NE winds reaching force 10 and high
east-northeasterly seas. Last recorded log entry indicates air temperature

38 degrees, sea temperature L2 degrees.

k. At 1527 on & April 1961, the MARINE MERCHANT departed Port Sulplur,
Louisiana, bound for Portland, Maiue, with 8125 long tons of sulpnur cargo
which had been loaded progressively by means of a conveyor belt and distributed
as follows:

Ne. 2 Hold - 3250 tons
No. 3 Hold - 2575 tons
No. 4 Hold - 2200 tons

Fuel on board - h720 barrels
Fresh water ~ 230 tons

Nos. 3 and & holds were loaded lo nesr capaclity and Lthe fresh water draft
on departure was 24.9' Pwd., 26.1" aft. On board was a crew of 35 men,
including the Master. The vessel traversed normal shipping lanes ang,
although the greater portion of the voyage was uneventful, moderate to
heavy swells were encountered daily. On the afternoon of 12 April, the
ship's force wes exercissd at fire and boat drills at which tlme the davits
were swung out. Commencing in the early hours of 13 April, while proceeding
on a northerly heading off Wantucket Shoals, weather and ses conditicns
progressively worsened and by 0800 heavy secas were commnencing to ship over
the starboard side, main deck. The Master, Robert P. Ruse, License No.
272302, remained on the hridge almost continuously from this time on and
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subaocuently comsenged a griudi:d raducbion of spteud to ease bhe straln and
prevent. pounding.  Hy noon the storm had reached gale proporiiogs aad who
vessal woo rolliag heavily in an ensterly owell. Wind and ege= conditions,
accomprnied by rain, slest and onow, continusd to incresssz in inbtenshty wo'il,
at sbout 17CO, the vescel was hove to on various northeasierly headings in

an effort Lo esase the Porce of broaking seas and the shaft revolutiong were
no nmore than that necessery Lo maintoin desired heaaings.

5. Soundings taken on 12 April revesled normal bilpe readings as follows:

Port ' Starboard
No. 1 - 21" Mo. 1 - 23"
No. 2 - 18" No. 2 - 11"
No. 3 - 3" No. 3 - 6"
No. 4k - 2" No. b - 2"
¥o. 5 - 3" No. 5 - 7"

Noon readings obtained on 13 April revealed 3510 barrels of fuel coil and
140 tons of fresh water remaining on board. The greater portion of the
remaining fuel was situated in No. 3 deepilocated in the forward part of
Ko. 4 hold and approximalely 280 barrels were contained in the settlers
situated outboard (P&S) in forward part of engineroom. Except for potable
water topside, all fresh water was contalned in No. 4 double bottom. There
vas no salt water ballast on board. Both the forepeak and afterpealk were
void.

6. At 2000 on 13 April, the Third Mate, Pietro DiPietrantonio, relieved

the Chief Mate, Manuel Machado. The vessel was stlll hove to on an approxi-
.mate heading of OSOOT_snd major storm conditions prevailed. Since the

Master was on the bridge, the Third Mate speet the early part of hls wateh
obtaining RDF bearings for the puryose of Tixing the vessel's position.

Fog signals were being sounded at prescribed intervals and the lookout had
been posted on the flying bridge due to green seas breaking over the starboard
bow. At about 2230, with no prior warning, a loud report was heard followed
by en appreciable settling in the midshlp saction. The vessel at this time
was approximately LO miles southeast of Portland Lightship snd the wain engline

was turning 32 RPi's. Realizing that his vessel had suffered a major sbructural.

failure, the Masbter rang up "stop” on the engine telegraph and sounded the
general olarm sigrnal. He thereafter proceeded to the boat deck and, meeting
the Redio OflPicer en route, instructed him to release an immediate 303. Upon
reaching the boat deck, he ordered the men then present Lo prepare and swing
cut the boals, but o delay launching pending further orders.

7. The Rudio Orficer, Joseph A. Armstrong, qilckly discovered that the
sarping condition of the vessel had caused the malnvzst between Nos. 2
ard 3 hatch to i)t aft and the resultant slack caused the anterma Lo
ground out on the radar ceenrer. By improvising he was subsequently able
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to rig an emergency antenna and inwediately sent oul an autealarm  signal

on the digstress frequency. Firet responne came from the DERU of British
registry followed by the ESS0 RALEIGH which was then awaiting o Pllolb to
enter Boston Harbor. Cowst Guard Radio Station, Doston, Mzssachusetis,

then acknowledged receipt of the distress mescoge and the Coast Guard
Rescue Coordination Center, Mrst Coast Guard District, went into immediate
action. The ES50 RALETGI expressed willingoess to assist and was requested
to proceed to the scene. Coast Cuard Cutters CACTUS and LAUREL, and shorily
theresafter the CGC ACUSHNEY, then in repair status, were dirgeted to procced.
Significant to note that, although undergoing mnjor engine overhau, she
ACUSHNET was able to depart for the scene approximately one hour & 4 fifty
minutes thereafter.

8. Conditions of darkness and adverse weather prohibited a clear view of

the extent of external hull damage. However, it was clearly obvious that

a complete fracture of the underbody had occurred just forward of the forward
part of No. 3 hatch coaming at about frame 73. The twoe halves appeared jolned
solely by the main deck plating which, though working with the seas, developed
no visible cracks. The Master, greatly concerned over the safety and welfare
of his crew, was faced with the decizion of whether to effect an immediate
abandonment under the adverse conditions then prevailing or to risk awaiting
daylight with the hope that the two halves would remain joined. It was while
welghing these factors that he was advised that the nearest help was five to
six hours away and he thereupon chose to eswalt daylight. To avert the ever-
present risk of panic, the crewmenbers were kept busily engaged in preparatory
tasks assoclated with a future orderly abandoanment. The evidence clearly
indicates that, notwithstanding the constant risk of separation and sinking,
the crew responded to the emergency in a highly commendatory manaer.

9. At the time of the casuality, the englnercom was manned by the Third
Engineer, Harold M. Warner, and Jose Aragao, Z-673131-D1, FUT. Although

the forward enginercom bulkhead was in danger of collapsing at any moment

due to the pressure of the seas, Jose Aragoo declined to leuve his post

when it was suggested by the Watch Engineer and thereafter remained in the
enginercom throughout the night until the order wes passed Lo abandon ship.
Boiler pressure was maintained in order to operate the generators supplying
lighting and power to the radic transmitter. Continuous radio communications
were maintained throughout the night and dlstress flares were fired from the
bridge at regular intervals. 0Oil was discharged in an effort to moderate the
seas and, although minor seepage was evident, the forward engineroom btulkhead
remained intact.

10. With the coming of daylight, wind and sea conditiong commenced to

moderate and, knowing the DARY to be in close proximity, the Master decidad
to abandon ship without fTurther delay. Ewmergency 8503 signals sounded on the
ship's whistle had brought response from an unidentified vessel in the area.
This vessel has since been identified as the S5 BROTHER GEORGE, a Liberty-class
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cargo vessel under Liberion Clas.  However, luwving indlcobed it she

had insufficient power Lo come sbout in the wind and peas then prevaillng
and since the DARU and ES30 RALELGH were known to be nearby, the vessel

was released Lo procced on her scheduled voyage. At about O30, 1 April,
in approximete posibion 3-023H, G69-h3W, the sapging econdition of tha hull
having increased dmngerously duelng the previous hour, the laster lssued
the order +to abandon ship. The Eagineers, priovr to leaving the engineroom,
secured the fires to the main boilers but lelt steam to the auvxiliaries.
Life nets, Jacob's ludders and wmatiresses having been rigged cver the side,
and the vessel being on a somewhal even keel, no difficulties were - wountered
in lowering awoy the two 38-pervon capacity oar-propelled lifeboazts. The
No. 2 boat being on the lee slde was lowered away first and therezfter
remained near at hand to pick up the remalnder of its assigned crew. The
No. 1 boat was launched with nine men abcard, bui belng on the weather side
encountered severe soa conditions and, due to bulleting agalnst the ship's
side, was cast off before the remaining crewmembers could be taken aboard.
I{ was the crew from this boat that was shortly picked up by the DARU. All
renaining crewimen except the Master then disembarked by means of life nets
to the Ho. 2 boat. The Master then jumped into the sea and was immediately
brought aboard this swse boat. The Radlo Officer left the radlo transmitter key
locked in the "OH" position., All survivors in No. 2 boat were subsequently
picked up by the ESS0 RALEIGE which had arrived at the scene during the
abandon ship operations.

11. The No. 2 lifeboat was recovered by the CGC ACUSHNEYL which subseqguently
arrived on the scene whereas the No. 1 lifebost was destroyed by the CGC
CACTUS when the Comnanding Officer of thal vessel determined recovery efforts
to be too rilsky under sea conditions then nrevailing. Unknown to personnel
aboard the CACIUZ, the No. 1 lifeboat contained certain of the vessel's
officlal documents and englneers' licenses which were lost vhen the boat

was destroyed. The nine crewmen picked up by the DARU were transported

to Portland while the remaining twenty-six picked up by the ESS50 RALEICGH -
remained aboard until that vessel's arrival at Boston. At 0910, in position
L2-hoN, 69-4OW, the stern sectlon of the MARINE MERCHANT senk beneath the
surface causing the bow s=zction to assume a vertical position after which

it, too, passed beacath the surface in approximately 115 fathoms.

12. The subject vessel, originally named the JOSKPH A. CHEVALIER, was
rensmed MARINE MERCUANT in January 1947 at the time.of ils conversion to a
bulk carrier by Todd's Dhipyard, Erie Basin, H.Y. The records indicate this
conversion was accomplished in complience with Coast Guard and ABS approved
slandards covering this project. The following alteration plans apply:

Red. Dwgs

Cc.G. 61843 - 0101 At 2
Ref. Dwps C.

c

C

G

G. 61843 - 11056-1 Alt 2

¢. ©&1543 - 1310h-1 AlL 2

G, DEM4-17-511-17-1 Detail A-B-C

Ref., Duwgs
Ref. Dups

5~
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The vessel sulfered o mromading et Avtwerp, Belgium, on 5 Oetober 1950

and a drydock ezamlnation at Bethlehew Bteazl, Brooklyn, N.¥., on 1% Hovember
1950 revealed damage requiring repairs in the vielnity of A and B strakes

and some winor repairs in the viecinity of € stroke. At this time repairs
were made to the port bilge keel, but the extent and location are unknown.
Another grounding was experienced in Savaunah River on 13 Novemper 1951 and
again in Tampa Bay on 24 Septomber 1953, Purticularly significant is the
Coant Guard Inspector's report of drydock inspection conducted on 12 November
1957 at Todd's Shipyard, New Orleans, Loulsiana. The pertinent remarks are
noted hereunder:

"11-12-57 Todd's Alglers, La.

Made drydock examination. Vesgel showed evidence of working
thwartships in way of mid ship house In several places but
namely in two Places. Vessel grooved all the way across & at
turn of bilges belween frames £6 & 87. Vessel grooved all
the way across but not into bilge between frames 68 & 69.

Outline of tank top connection to hull ell so very visibl
about hull and this visible 3" border shows signs of workiag.

. At this time 2ll tank top openings were ordered opened &
double boltows lighted for further Inspection on 11-13-57.
No decisions made at this time.

E W Dorr
- in addition 11-12-57
5mall hole found in fwd end of 3 deep tank port side. Metal
thin in immediate area.

E. W Dorr"

"11-13-57 Algiers, La.
Made survey of boliom plating & side plating in way of grooving.

Scme forty full plates & eix partial plates are going to be
renewed. This extensive renewal is over and above USCG require-
ments to date on plaie renewals. Internals are to be dealt with
as plales arc renoved.

Bilge sheathing boards are being removed inside the hull for
examination of the brackets. Vessel has recently experienced
heavy weather and boltom damage has apparently been caused by
this reecent rough weather.

Tank top working as shown evident by side plate is still to be
dealt with.

E W Dorr




11-1%-57 Algiers, La.

This iaspector learned this date from Insurers thal vessel had
new tank lops installed about March 1957. It nay be that the
border showing on outside plubling in way of tank top was caused
by welling of new Lauk Lops.

Examination made this day of inside frumes % brackets in way
of tank top found to be normal. HNo cvidence of tank top's work-
ing found in internals.

B W Dorr"

On 3 September 1959, the subject vessel sustained ita fourth known grounding.
In this instance the vessel, while loaded with 5000 tons of phosphate rock,
was proceeding over the bottom at a speed which, due to the force of the
current, was estimated at 1% knots when ghe fetched up hard and fast through-
out the greater portion of its botiom. It was subsequently necessary to .
employ tugs to retloal the vessel. On 27 February 1961, a drydock examination
revealed the presence of & G-foot crack in the welded seam betwveen C and D
strakes portside al, frames Hos. 66 snd 67. This deficlency was corrected and,
in addition to the renewal of plates A% storboard side forward and Al5 port
side uft, approximalely 100 feel of wasbed seam snd butt welds were rewelded
in various sections ihirouzh the length of the vessel.

13. Al the time of this cesuslty, the MARTWE MERCHANT was maunned, equipped
and operating in accocdence with the provisions of a valid Certificate of
Inspection issued at Norfoll, Virginia, on 10 March 1961, Al hands were
equipped with 1ife Jackets during the abandon ship operation and lhere wae
reportedly no failure or umalfunctioning of aay lifesaving apperatus. Crew-
members vere as follows:

NAME Z/1 Rumber ADDRESS LIFEBOAT
HEMMANS, Rupert Z-1000850 1353 5%. Anthony 3h., New Orleans, la.
GARDNER, Charles Z-h02007 4751 Freeport 5t., N. Kensington, Pa.
McCULLOUGH, Jobn 7234206 Texington, H.C.

HUD30H, Charles 7~ 30660 1409 3. Zigk 3t., Philadelphia, Pa.
CARRIEL, Adolpho Z-27 354G 1618 N. Mino St., New Orleans, la.
FEREREER, Willie Z-226650 3205 McKinley Ave., So. Norfolk, Va.
 WASHINGTON, Hathan 2-T00379 1010 8¢. Julies Ave., Norfoix, Va.
“De LsRO3A, Santiago  2-919205 2043 Fleet S5t., Baltivore, Md.
SWEEN®Y, Edward Z-769731 52 Britton 5t., Staten Island, N.Y%
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NAME

RUSE, Roberd P.
MACHADO, Manuel
SELIGO, Bernard
DiPIETRANTONIO, P.
ARMSTRONG, Joseph
IUZEY, Richmond
THOMPSON, Milton
HARRIS, Charles
POWELL, Edward
BUTLER, Nelson
McHENRY, Cleveland
MOLINA, Mauro
FRARK, Aaron
LANKORD, John
STANWGOD, Julian
GUTLEBEN, William
JOENSTONE, Daniel
WARNER, Harcld
TAITT, Oscar
FRYER, Willie
RIVERA, Juan
ARAGAO, Jose
OWENS, Bruce
CEIMO, Armand
SAMPSON, Harold
INOCENCIO, Leoncio

ZZL Number

L-272302
L-259732
1-233976
L~224328
R-4119

Z-232988
Z-~2TU666
2-700380-
Z-1605916
Z-336007
Z-809h53
Z~-673158
Z-240230
Z-698656
L-235249
L-230038
L-271926
L-242008
Z- 209546
Z-209181

D3

2-87723-D1

Z2-673131-
2~-578428
Z-8460
Z-93212

ni

Z2-90916-D1

8-

ADERESS

8406 Chapel Hill Court, Baltimore, !d.
31 Wilson Road, Scmerset, Mass.
17 Bearfort Way, Trenton, M.J.
11 Turner St., Portland, Mazine
1630 Burlington Ave., Delanco, N.Y.
French Harbor, Roatan, Honduras
1806 Borronne 5t., New Orleans, Lla.
48 Manley St., Portsmouth, Vn.
2508 20th Street, Tampa, Fla.
3315 Winterbourne Rd., Baltimore, Md.
1806 Taylor Street, Kenner, La.
Marceala, Honduras, C.A.
2013 Washington Ave., Hew Orleans, La.
1603 Florida Ave., Tampa, Fla.
Box 4930, Punta Gorda, Fla.
3838 Clover Lane, Sarasota, Fla.
14911 S. River Drive, Miami, Fla.
Route #5, Westminster, Md.
LGO Adelphia St., Brooklyn, N.Y.
682 Lexingiton Ave., Brooklyn, N.Y.
604 Butaw St., Balblmore, Md.

214 Mena Barso Melopolis, E.Dorea, Brazil

3520 Flerida Ave., New Orleeans, la,
17595 Francis St., Melvindasle, Mich.
1823 Pauger 5t., New Orleans, La.

1602 Light St., Baltimore, Md.
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OPINIONS AND CONCLUSIONS
1. After full and mature decliberation of all of the above facts, as
supported by the record, the Board has reached the following opinions and

conclusions!

a. That the prinary cause of 1his casvalty was the existence of a
situation involving the coincidence of three factors:

(1)} The inherent weakness ineident to structural notch senaltivity,
conmon to welded vessels of this class;

(2) Stresses occasioned by extremely adverse sea conditions;

(3) The sagging strain developed by the strese of cargo concentrated
in the midbody of the vessel;

b. That the vessel's prior history of groundings, age and sea water
temperature conditions may have been contributing factors;

¢. That, as the resull of prior groundings and storms encountered
throughout the vessel's history, Lhe ezistence of a tructural weakness

5
prior to the outset of fhis voyage, though rewote, is possible;

. d. That the initiwl feecture oceurred ab or near the turn of the hilge,
Y

ort or starboard, progressed across the boltom and up hotb sides simultaneously;
’ & 5

e. That the pumel srraster straps, ingtalled during original construcilion,

were instrusental in pravenning o complete seversnce of the hull ssctions;

f. That the cmission of cargo in Mos. 1 and 5 holds, though comuonly
practiced in the iatereslts of offieciency, 1¢ not deemed advisable in welded
veasels of this class;

g. That there is no evidence of leprudent seomanship, negligence ar
other personnel lailures having caused or contributed to this casualty;

h. That the inspection fi1les and the testimony of witnesses clearly
demonstrates thorough attentivensas on the part of the Coast Guard inspectors
throughout the history of this vessel;

i, That neither the Coast Guard nor any other goverumental agency or
their representatives caused or contributed to this casualty;

J. That the absence of any loss of life was primarily due to the Master's

decision to delay sbandorment until daylight, coupled with the calm and
courageous menner in which all hands responded to Lhe emergency;
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k. Thalt the courage and devotion te dulby exhibited by Jome Aragzo In
remaining in the engineroom until finnd abandonrenl was instruasental toward
maintaining a high state of morale among his shiprmaten and was in keeping,
with the highest btraditions of American senmcn;

1. That the promplness with which the Hnsters of the DARU and RBSS
RALEIGY responded to this cwergency was lostouse ﬂal in preventing what
might otherwise have been a far more sevioas disaster;

. That, since rescuc vesscls were on the scene at Lime of abuelonment,
it was imprudent to leave the radice trsnsmittec in the "OU" positic., taus
tying up the distress Irequency for an indefinite porlod;

n. That, had the MARTNE MERCHANT been equipped with an auxiliary radio
sntenna, a more expeditlious trunsmission of the dlstress message would have
been possible;

0. That sinking was due to ultimate fallure of the forward engineroocm
bulkhead;

p. That, in view of depth and location, the hulk dozs not presant a
menace Lo navigation.

RECCHMENDATITOWS

1. Based upon the above facis, as supported by the record, it is
recomsended:

a. Tonb Hesdguorters give consideration to the advisability of lssuing
a btrim and stability booklet [or Liberty bulk carriers which will enable -
operating parsonnel Lo distribute cargo and ballast in sach manaer as to
minimize lﬁﬂ*luﬂdlﬂ&; bending str-ss;

b. That consideration be glven Lo the advisability of requiring
all welded veszels bo be equipped with an auxdliery radlo transmitter
antenna;

¢, ‘That the Conmandant issue letters ol sappreciastion to the owners
of 1he DARU and ES30 RALEICH and a letter of commendation to Jose Aragso
consistent wilh Lhe proposcd drafltls forwarded as enclosures to this
report; '
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d. Sublect to the foregoing, it is recommended that no further
action be taken and the case be closed. _

CC{—/—@«W

C. L. HARDING
Rear Admiral, U. S. Coast Guard
Chairman

Qb Wty

A, G. MOBERG
Captein, U, 3. Coast Guard
Member

et g pn
¢, L., MASON
Commiander, U. 5. Coapt Guard
Member and Recorder

Encl:
{1) Convening Order of 18 April 1961
(2} Transcript of Testimony (including Exhibits 1-6)
{3) Form CG-2692 (Report of Marine Casualty (or accident))
() Proposed letters for Comdt's release (3)
(5) Photographs (11}
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