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ls The record of the Marine Board of Investigation convened t¢ investi-
gate subject casualty, together with its Findings of Fact, Conclusions
and Recommendations has been reviewed,

2, On the morning of 21 February 1962, during periods of low visibility,
the Liberisn tanker OLYMPIC ROCK, bound for Puerto La Cruz, Venezuela, in
ballast, was proceeding down the Delaware River under the dirsction and
control of a pilot, having discharged her cargo at Philadelphia, All
navigational equipment was in geod operating order with the exception of
the course recordere The radar was being operated by the master on the

2, L and 8 mils scales, The vessel's speed was changed from time to time
to 2llow for variable visibility limitations and traffic conditions, 4
looks. & was posted on the bow and, except for a speed reduction while pass-
ing an upbound vessel, the voyage was without incident until the vessel
reached the northern section of Bellevus Ranges At this time two targets
ware observed ahead on radar at a distance of approximetely 2 miles and in
a position which was estimated to be approximately at the juncition of
Bellevue and Cherry Island Ranges, Shortly thereafter these targets were
visually sighted at an estimated range of slightly over one mile. They
were identifisd as two upbound tugs with tows one of which was dead ahead
and the other slightly off the port bow. The vessels ahead were later
identified as the tug PRINCESS with the barge W. L. GRAHAM in tow, and the
others, off the port bow, as the tug B. M. THMAS with three barges 1in
towW, The pilot of the OLYMPIC ROCK, then proceeding at an estimated speed
of 7 nots over the ground against a flood current of approximatsly one
and onhe=half knots ordered speed reduced to slow ahead, sounded a single
blast on the whistle and simultaneously executed a slight course altera-
tion to starboard. The PRINCESS, with its tow made fast to her starboard
side, appeared to be in a positlon close to the center of the dredged
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channel and on a collision course. Receiving no response to the flrst
whistle signal and having observed no course change by the PRINCESS, the
OLYMPIC ROCK sounded a second single blast and again altered course %o
starboard, Shortly thereafter, observing what appeared to be a course
alteration to port by the PRINCESS, and having received no answer to the
second whistle signal, the OLYMPIC ROCK agsin sounded a single blast and
altered course again to starboard. Recelving no response to this third
signal, the pilot of the OLYMPIC ROCK sounded the danger signal and ordered
the engines full astern, At 1041, approximately three minutes followlng
the initial whistle signal of the OLYMPIC ROCK, the two vessels collided
in a position nearby Buoy 1D located in Bellevue Range on the western edge
of the dredged chamnel, Physical contact was made between the stem of the
GLYMPIC ROCK and the port side of the PRINCESS at an angle of approximate-
1y 30 to 40 degrees between centerlines of the two vessels, The shock of
impact parted the tow lines to the barge W. L. GRAHAM setting her adrift
while the PRINCESS heeled to starboard rolling undsr the bow of the
OLIMPIC ROCK and shortly thereafter surfaced off the OLYMPIC ROCK's star-
board bow, Upon surfacing the PRINCESS capsized, disappeared beneath the
surface and came to rest on the bottom with its mast remaining visible
above water., Upon sighting one survivor from the FPRINCESS aboard a life
float and twoe others in the water in close proximity to the capsized tug,
crewmen of the OLYMPIC ROCK tossed life rings overboard and made prepara-
tions for launching a boate. Shortly thereafter a Corps of Engineers motor
vessel arrived on the scene to assist while the OLIMPIC ROCK was maneuvered
to Cherry Island Flats where she anchored and stood by to render such
addltional assistance as might be naeded.

3, On the morning of 21 February 1962, the tug PRINCESS with the light
tank barge W, L. GRAHAM in tow on the starboard side departed an area just
north of Federal Anchorage No. 5 in the vicinlty of New Castle Range,
Delaware River, bound for Chester, Pennsylvania, The PRINCESS, manned by
a crew of four, was encountering intermittent snow flurries with resultant
limiied visibility and, when in a position on the right hand side of

Dee .~2ter Point Range, in the vicinity of Penns Beach, the operator

conr idered anchoring until visibility improved. Although the operator
orde . d & deckhand to proceed to the bow of the barge to stand lookout
watch, visibility conditions improved before he had manned his sbation and
he was subsequently ordered below, The PRINCESS, with wheelhouse doors
and windows closed, continued on its voyage, navigating the right hand
side of the dredged chamnel, The tug B, M, TH®MAS with three harges in
tow astern entered the Delaware River from Christina River and fell in
astern of the PRINCESS. Upon reaching a position approximately abeam of
Buoy LC, Cherry Island Range, the operator of the PRINCESS observed a
buoy tender approximately one mile distant upriver and close aboard
Bellevue Range Lighted Buoy 2B, Shortly thereafter the operator of the
PRINCESS altered course slightly to left to cross toc the left side of
Bellevue Range, ostensibly to give the buoy tender a wide berth since that
vessel was displaying the prescribed signal for a Coast Guard vessel




engaged in servicing an aid to navigation., The operator of the PRINCESS
related that he proceeded to the western extremity of the dredged channel,
passed the dredge COMBER, moored to the Corps of Englneers' installation,
at a distance of 20 to 50 yards and thersafter left the black channsl
Buoy 1C on his starboard side. Further, that upon sighting the down-
bound vessel ahead, later identified as the OLYMPIC ROCK, the PRINCESS was
actually beyond the western extremity of the dredged chamnel, that no
attempt was made to alter course to starboard until immediately prsceding
impact, and that the collision actually occurred outside the dredged
channel, However, the preponderance of evidence clearly demonstrates
that, when first within sight of one another, both vessels were in an
approximate mid~-chamnel position with the upbound tug on a course as to
allow for gradual passage to the western edge of the dredged channel. The
OLIMPIC ROCK, upon sighting the tug in a mid-channel position, altered to
starboard for a normal port to port passage. While the course of the tug
was not readily apparent, it was reasonable to assume that, in response

to the OLYMPIC ROCK's single blast on the whistle, the tug would so
maneuver as to comply with the narrow channel rule. Instead, the operator
of the PRINCESS falled to hear any of the three single blasts sounded by
the OLYMPIC ROCK and, except for a slight alteration further to the left
in an effort to reach the western extrewmity of the channel more rapidly,
he failed to exercise any further evasive maneuvers until the two vessels
were in extremise As the PRINCESS approached a position immediately up-
stream from Buoy 10, the range of the two vessels had closed to approxi-
mately 75 yards. Upon closing to about 20 yards, the operator of the FPRINCESS
sounded one blagt on his whistle and attempted to maneuver to the right with
hard right rudder. Upon impact the PRINCESS heeled to starboard and went
under and when the operator surfaced he found himself on the starboard
slde of the OLYMPIC ROCK and managed to swim to a life raft from the PRINCESS
which he observed floating nearby. As the PRINCESS momentarily surfaced,
three other crewmembers were cbserved, bub they subsequently disappeared
after entering the water.

L, As the result of the casualty three lives were lost, the OLYMPIC ROCK
suf fered structural damage to its bow section, the barge W. L. GRAHAM
sustained plate and internal damage and the PRINCESS, though subssquently
salvaged, suffered extensive hull and machinery damage.

REMARKS

1. Concurring with the Board, it is considersad that the PRINCESS failed

to comply with Article 25, Inland Rules (33 USC 210) which provides "In
narrow channels every steam vessel shall, when it is safe and praocticable,
keep to that side of the fairway or mid-channel which lies on the star~
board side of such vessel." More specifically, it is clearly evident

that the chain of events which led to this collision first began when

the operator of the PRINCESS glected to proceed to the left hand side of the




channel. The subsequent failure to alter course to starboard upon

first sighting the OLYMPIC ROCK in a meeting situation merely aggravated
what was alrsady a potentially hazardous condition. The presence of

the buoy tender is considered lnsufficlent justification for having
departed from established rules, particularly since the evidence indi-
cates the B. M. THOMAS effected a successful passage without incident.

2, Nothwithstanding an unobstructed view from the pilothouse of the
PRINCESS, the operator's failure to hear the whistle signals of the

OLYMPIC ROCK constitutes evidence of a failure to provide a proper lockout.
Numerous Court decisions support the contention that a proper lookout must
include audio as well as visual capabilities, While largely conjecture, it
is reasonable to suppose that, had a lookout been posted as far forward as
possible, the intention of the OLYMPIC ROCK would have been known to the
PRINCESS in sufficient time as to avert a casualty. A further contributory
factor was the failure of the PRINGESS to render a whistle signal of intent
upon first sighting the oncoming vessel.

3, The Board's conclusion that the OLIMPIC ROCK failed to comply with the
provisions of Article 18, Rule III, Inland Rules (33 USC 203) is concurred
in. The evidence clearly demonstrates the doubt being experienced by the
pilot of the OLYMPIC ROCK as to the intent of the PRINCESS when, on three
successive occasions, he sounded a one blast signal and altered course to
starboard without receiving a response. The above rule specifically
provides that "if, when steam vessels are approaching each other, either
vessel fails to understand the course or intention of the other, from any
cause, the vessel so in doubt shall immediately signify the same by giving
several short and rapid blasts, not less than four, of the steam whistle."

L, Consistent with the recommendations of the Board, a copy of the Board
report together with a copy of this actlon will be forwardad to the
Amcrican Pilots' Association for referral to the cognizant State Pilot
Authority and appropriate action concerning the performance of duty of the
pilot of the OLTMPIC ROCK while acting under the authority of his State
Pilitts license.

5. It is considered that the primary cause of this casualty was the
failure of the tug PRINCESS to comply with Article 25, Inland Rules

(33 USC 210) and, since loss of life resulted, this failure constitutes
evidence of criminal negligence.

6, The Board's recommendation that appropriate action under the adminis.
trative penalty procedurs be initiated agalnst the owners of the OLYMPIC

ROCK is not concurred in. 33 USC 159 provides for a penalty against a
vessel for failure to comply with Inland Rulas of the Road. MHowsver, from
the evidence it would appsar that, in this instance, the responsibility

for any navigational faults of the OLYMPLIC ROCK nust rest entirely upon

the officer under whose direction and control the vessel was being navigated.
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7. Where not in conflict to the foregoing summary and remark

8, th
record of the Marine Board of Investigation is approved. g

? E. J. ROLAND

TNdmirgl, U, 8. Coast Guard
Comroandeant
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The Marine Beard of Investigation, sfter a careful scrutiny of all
the testimony and evidence adduced, finds as follows:

FINDINGS OF FACT

1. At or about 10L1 hours (EST) on 21 February 1962, during periods of low
visibility, the Liberian Tanker OLYMPIC ROCK, while downbound, collided with
the upbound diesel tug PRINCESS which was towing the Tank Barpe W. L. CGRAHAM.
The collision occurred in the vicinity of Buoy 1B (LL 191k, psge 316) located
in Bellevue Range, Delaware River. As a result of the collision, the tug
PRINCESS sank, resulting in loss of life of three crewmembers.

2. The S8 OLYMPIC ROCK O.N. 380 {Liveria), is a steam driven tank vessel of
13,665 gross tons, length 590 feet, breadth Th feet, depth 32 feet, built
in Kiel, Germany in 195L and develops 10,000 horsepower. While maneuvering
In confined waters, her engines are placed on maneuveriny speed and develop
the following revolutions and approximate speeds through the water:

Full ghead 50 RPM 8.5 knots
Half ahead L0 RPM 6.8 knots
Slow ahead 30 RPM 5.1 knots
Dead Slow ahead 20 RMM 3.0y knots

She is owned by Seabrook Shipping Co. of Panama, Central America, with her
port of reglstry Monrovia, Liberia. The United States Agent was Central
Americun Steamship Agency, Inc. of 655 Madison Avenue, New York, N.Y, At

the time of casuelty she was under command of Christos Verikies of Athens,
Greec . Richard A. Lappe of 3LE Echo Valley lane, Newtown Square, Pennsylvania,
member of the Pilots Association for the Bgy amd River Delaware, was aboard in
the c:necity of pilet and was acting under the authority of his State of
Pennsylvania Pilot's license. Lappe holds the following document and llcense
issued by the Couast Guards Validated Merchant Mariners! Document Z 365L1hL
issved 9 March 1953, endorsed as any unlicensed rating in Deck Dept. including
Able Seaman, any waters, unlimited. License No. 266729, Issue No. 3-6,
Philadelphia File No L-27518, issued on 2 June 1960, Master of Steam and Motor
Vessels of any gross tons upon Qceans; also First Class Pilot, Delaware Bay.
and River from Overfalls Light Vessel to Trenton, New Jersey, Chesapeake and
Delaware Canal from Newcastle Channel to Courthouse Point.

3, The Tug PRINCESS O.N. 111LL3 is a diesel driven harbor tughboat of 91
gross tons, 62 net tons, length 78 feet, breadth 20.% feet, depth £.6 feet
built in Philadelphia, Pennsylvania in 1903 and develops 600 horsepower. A
valid permanent enrollment Customs document was in effeet. While maneuvering
with a barge in similar conditions as found on date of casvalty, it is esti-
mated she develops the followling speeds through the water:
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Full ahead 6 1/2 knots
Half ahead 3 knets
Slow ghead 1 knot
Full astern 3 knots
Half astern 11/2 to 2 knots
Slow astern Less than 1 knot

the is owned and operated by Harry A. Hays of Rose Valley, Wellingforg,
Pernsylvanla. At the time of the casualty she was under the command of
Harry A. Hays, who was not acting under the authority of any Coast Guard
license or document. However, Hays does hold the following document and
license issued by the Cosst Guard: Validated Merchant Marinerts Document

Z 1061283 issued 18 March 195k and endorsed as Ordinary Seaman, Wiper and
Messman (FH). License No. A 78L25 issued 28 August 1956, Motorboat Opera-
tor for the navigable waters of the United States with six or less Passen-
gers. License No. 32551 issued 19 June 1958, Operator Mechanically Propelled
passenger carrying vessel of not more than 100 gross tons wpon waters other
than ocean and coastwise, te carry over six passengers. All of the abhove
were issuwed in the Port of Philadelphia.

L. The Tug PRINCESS was towing the Tank Barge W. L. GRAHAM, O.N. 173806
which is a non-selfpropelled barge of 506 gross tons, 506 net tons, length
147 feet, breadth 36 feet, depth 11 feet, built in Marinerts Harbor, New
York, in 1937. She has a valid permanent etirollment Customs Document and

a Certificate of Inspection issued on 20 July 1960 at the Port of Philadele
phia. She is classed as a tank barge for the carriage of Grade A inflam-~
mable or combustible liquids for route on Bays, Sounds and Rivers and re-
quires one Ordinary Seaman with Tankerman endorsement in her crew, She

was last inspected on 3 July 1961 at Philadelphia, She is owned and opera-
ted by the Greham 0il Barge Co, of Gladwyne, Pennsylvania. At the time

of the casualty, Sherry Master, Jr. of R.D. 3, Milford, Delaware, was Barge
Captain and is the holder of validated Merchant Mariner's Document Z 10621L9
which 1is endorsed for Tankerman, Grade B and any lower grades, Ordinary
Seaman, Messman (FH) and Wiper.

5. Three crewmembers from the tug PRINCESS were drowned following the
disaster, The two surviving members of the crew of the tug and barge sus~
taltied injury of a minor nature, but none were reported as being incapaci-
tated for any period. The deceased crewmembers from the Tug PRINCESS

are as follows:

George B. Chadwick (3L), Chief Engineer Wife - Barbara
Z 52123k D1, A.B., any waters, Tankerman 647 Patton Ave.
Grade A or below. License No A 98796 Brockhaven, Pa.

Motorboat operator (1940) 6 or less passen-
gers upon navigable waters of the U.S.
dated 1 April 1959, second issue, issued
at Philadelphia, Pa,
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Louis Lyons (55) Deck Hand Wife - Alice

not documented or licensed 1321 Price St.

by Cozst Guard ' Trainor, Perngylvania
Joseph Derrickson (6L) Cook Wife ~ Virginia

reported to have held USMMD b Oklshoma Avenue

but number and rating unknown Wilmington 3, Delaware

6. The QLYMPIC ROCK suffered bow damage on the port and starboard sides
between the keel and the 29 foot mark. Approximately nine shell plates,
seven frames and eight brackets were twisted, torn and bent. The struc-
tural damage to the OLYMPIC ROCK was estimated as $30,000. The Tug
PRINCESS was holed at her upper rub rail strake, port side approximately
midships. She received extensive hull damage, house damage and internal
damage to all of her machirery and other equipment. The struatural damage
to the PRINCESS was estimated as §50,000. The Tank Barge W. L. GRAHAM
suffered plate and internsl damage, vicinity of No. 2 and L port cargo
tanks. The structural damsge to the W. L. GRAHAM was estimated as $28,000,

7. The weather at the time of the casualty was light snow, visibility 1

tc 2 miles, no wind., The tide was near half flood with the current near
maximum flood with a veloclty of approximately 1.5 knots and general direc-
tion of flow 020°,

8. The QLYMPIC ROCK was the only vessel involved in the collision equipped
with radar. The OLYMPIC ROCK had a Raytheon radar, year of manufacture and
size of scope unknown. The radar is equipped with 1, 2, L, 8, 12 and LO
mile range, scales true and relative bearing indicater, fixed range rings
and variable range indicator. The radar had been overhauled the day before
the casuzlty and was reported to be in excellent operating condition,

9. Bellevue Rmpe is located approximately 12 miles down the Delaware
R:ver from the Hog Island Terminal, Philadelphia. This range is marked
for safe navigation by the lateral system of buoyage, the dredged cut have
ing a controlling depth of approximately L0 feet, width of about 800 feet,
approximately 3 miles in length with the axis of direction 0359/215° true.
411 traffic on the Bellevue Range travels in a NE/SW direction. Proceed-
ing southward, the western edge of the dredged cut is approximately LBO
yards from the Delaware shoreline amd progressively narrows its distance
to approximately 300 yards when in the vicinity of Black Tan Buoy 1B

(LL 191L, Page 316); the eastern edge of the dredged cut is approximately
1100 yards from the Delaware shoreline at its closest point. At approxi-
mately 1100 yards south of Black Cam Bucy 1B on the western side of the
river, the U.S. Army, Corps of Engineers, have a sub office, locally known
as the hdgemoor office. This plant consists of two plers, which are used
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10 moor dredges and other equipment., The western edge of the dredged cut

is approximately 2LO feet from the end of these piers. On the date of casualty
the Army Corps of Engineers' Hopper Dredge COMBER was moored at the outer end
of the Edgemcor plers, parallel to Bellevue Range, with her bow headed upriver
in a northeasterly direction and with two Corps of Engineers barges abreast

of one another and moored aslongside her starboard side. The CCOMBER has a

beam of 60 feet and each barge a beam of 30 feet. The total width of the
equipment protruding from the end of plers was approximately 120 fset.

104 Or 21 February 1962 at 0905 the SS OLYMPIC ROCK departed her discharge
berth at the Gulf 0il Co. Hog Island Terminal, Philadelphia, in ballast,

bound for Puerto La Cruz, Venezuela, with a sailing draft of 19 feet forward
and 22 feet aft, At 0910 hours, tugs placed the vessel in the channel for
her passage down the Delaware River and the pilot took charge. The OLYMPIC
ROCK encountered intermittent snow flurries and recuced vizibility as she
proceeded downriver, All navigation and steering gear with the exception of
the course recorder was in constant use and performed satisfactorily, The
rader had previously been repaired, was in good operating condition., The
master was operating the radar, utilizing the L mile range scale and occasion-
ally scanning the 2 and 8 mile range scales. The canopy~type hood on the
rader was positioned so that all bridge personnel cculd conveniently cobserve
the s cope, No plets of observed radar tarpets were made nor were visual bear-
ings taken. No one took any navigational bearings, noted the ship's position
nor reccrded the times buoys or other stationary objects were passed. There
was no chart of the area on board. A bow lockout was on duty and making reports
to the bridee via the sound powered telephone., Witnesses testified that the
ship proceeded downriver at full ahead or half ahead, depending on the visi-
bility and prior to collision reduced speed to slow shead for passing an
upbound shir. When the passing situations were successfully completed the
OLYMr1C ROCK increased speed to half ahead and remained on this speed until
the g PRINCLSS was observed. The bell logs indicate the ship was reduced

to L:ow ahead at 1003 and returned to half ahead at 1007. The OLYMPIC ROCK
contic.ed downriver on a half ahead bell in the center of the dredged channel
of the northern section of Bellevue Range, steering 21L° - 216° by gyro when
they picked up two targets ahead on the scope at a distance of approximately

2 miles. When first observing these targets on radar the pilot determined
they were approximately abeam of red lighted Buoy 2B (LL 1912) which is the
turning buoy located at the junction of Bellevue and Cherry Island Ranges,
Shortly after radar contact was made, these targets were visually sgighted

and it was egtimated that the range at thiz time was slightly better than

one mile, These targets observed were two tugs with tows, coming upriver,
nearly abeam of each other and appeared to be proceeding at full speed,

making an estimated speed of 8§ to 10 knots., One tug was dead ahead of the
OLYMPTIC ROCK and the other on the OLYMPIC ROCK's port bow. It later developed
that the tug dead ahead of the ship was the Tug PRINCESS and her tow W. L.
GRAHAM. The tug on the ship's port bow was the B. M. THOMAS with three
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barges in tow. When the tugs were visually sighted the OLYMPIC ROCK's
personnel estimated they were making approximately 5 to 7 knots over the
ground. At this time the OLYMPIC ROCK reduced her speed to slow ahead,
sounded a single blast on her two steam whistles which sound simultancously
and altered her course slightly %o starboard. The Tug PRINCESS appeared

to be in the center of the dredged cut with her tow made fast on her starboard
side and heading toward the OLYMPIC ROCK. Heceiving no answer to the single
blast and noticing no course change by the PRINCESS, the OLYMPIC ROCK sounded
a second single blast and altered her course more to the starboard. Shortly
after this second sipnal the personnel on the OLYMPIC ROCK observed the

Tug PRINCESS alter course to port, Recelving no answer to the second signal
the OLYMPIC ROCK again sounded a single blast and altered course %o the stare
board. Having sounded three separate single blasts and receiving no answer
or observing no appreciable course change, the OLYMPIC ROCK sounded the dan-
ger signal and placed her engines on emergency full asterns At approximately
the same time the danger signal was sounded the PRINCESS commenced a hard
right tum and at 1041 the OLYMPIC ROCK and Tug PRINCESS made physical con-
tact. Witnesses from the OLYMPIC ROCK testified that they estimated the

time from scunding the first whistle sipnal to collision to be more than

two or three minutes. They alsoc indicate that at the time of physical con-
tact with the Tug PRINCESS they were making a speed.of less than five knots
over the ground. The engine order telegraph bell logs record a slow shead
bell at 1024, stop bell at 1040 and emergency full astern bell at 1041,
Moments before collision the Tug PRINCESS and her tow disappeared below the
flare of the OLYMPIC ROCK's bow. Witnesses from the OLYMPIC ROCK indicate
that the angle of impact at time of collision was approximately 300 - Lo°
between bow of OLYMPIC ROCK and PRINCESS. Within seconds after physical
contact, the Barge W. L. GRAHAM sheered away in a dlrection toward the New
Jersey side of the river while the Tug PRINCESS was observed 50 to 100 feet
off vhe starooard bow of the OLYMPIC ROCK and nearly ebeam in way of No. 2

or Nee. 3 cargo tanks. The Tug PRINCESS capsized in a sinking condition with
her keel strake visible above the waterts surface., Shortly after being ob-
served in thls condition the PRINCESS disappeared beneath the surface with her
mast remaining visible above the weter. Witnesses from the OLYMPIC ROCK :
sighted one crewmember from the PRINCESS aboard a life float and two other crew-
members in the water near the area of the capsized tug and life float.
Immediately, various crewmembers on the OLYMPIC ROCK tossed 1life rings over
the starboard side and commenced preparing a boat for launching. The tug's
two crewmembers in the water disappeared from view when in the vicinity of
the ship's stern, Witnesses from the OLYMPIC ROCK testified that atmoment
of collision the ship was headed for the Delaware shoreline with the Corps
of Engineers Dredge COMBER, which was moored at the Edgemoor installation,
one point on the port bow of the ship. At a very short time after the col-
lision, an Army Corps of Engineers Motor Launch arrived on scene, picked up
the man from the life float and then cormenced search for other survivors.
The OLYMPIC ROCK cautionsly maneuvered to Cherry Island Flats where she
anchored and stood by to render assistance if needed.

Lé6
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1l. On 21 February 1962, at approximately 0930, the Tug PRINCESS with
light Tank Barge W. L. GRAHAM in tow, departed the Corps of Engineers
Dredge NEW ORLEANS with a draft of 7 1/2 feet forward and 9 feet af't, bound

Chester, Pa. on this date, the Dredge NEW ORLEANS was working in an areg
locally known ag Goose Imied Flats, which 1s located north of Federal
Anchorage No, s in the vicinity of New Castle Range, The Tank Barge W, I,,

Range, in the vicinity of Penns Beach, consideration was given by her opera-~
tor to anchoring until the visibility improved, The deckhand was notified
by the operator to g0 on lookout on the bow of the barge and the tug's navi.
gation lights were energized. Before the lookout manned his station, the
visibility increased and he was sent below. The PRINCESS continued her
Voyage, maintaining hér position on the righthand side of the dredged chan-
nel. On Cherry TIsland Range and slightly south of the Christing River,
Hays, the tug's operator, observed the Tug B, M. THOMAS, owned by Tayloy
and Anderson Towing and Literage Co. of 15 Tombard Street, Philadelphia, Pa.
outbound in the Christina River towing three barges astern. When the Tug

B. 1. THOMAS entered the Delaware River, she fell ip astern of the FRINCESS
anc proceeded up the Delaware River, Hays further stated that when the
PRINCESS was approximately abeam of red mun Buoy LG (IL 1911, page 316)
Cherry Island Range, the Coast Guard Buoy Tender ZINNIA was observed ap-
proximately one mile distant upstream ang within the limits of the dredged
Davigable charnel, close aboard Bellevue Range Lighted Buoy 2B (LL 1912),
On first sighting the buoy tender it was noted that she was displaying the
preseribed warning signal for g Coast Guard vessel engaged in servicing an
aild to navigation. The channel north of the buoy tender indicated there
Was no moving traffic in the area and the channel south of the PRINCESS
indicated the Tug B. M. THOMAS appsared to be in an overtaking position
although the THOMAS had not sounded her whistle to indicate any such in-
tention, At this time the PRINCESS was experiencing the first stage of g




—

MMIS 15543

ground. Hays additionally indicated that shortly after sighting the
buoy tender, the FRINCESS altered her course slightly to her left and
crosged to the west side of the Bellevue Range. This maneuver kept the
FRINCESS well clear of the buoy tender and also gave the Tug B. M,
THOMAS ample passing room. The PRINCESS then shaped up outside the
dredged channel limits on the west side of Bellevue Range and passed

the Corps of Engineers piers, Edgemoor installation, approximately 20

to 50 yards to the east of the Dredge COMBER. Hays, the tug operator,
states that when passing the COMBER, his tug and tow were outside the
dredged cut and to the west of Bellewvue Range. The PRINCESS maintained
her course and speed but the tide caused her to drift to the left toward
the west side of the Delaware River and shortly after passing the Corps
of Engineers installation she observed Bellevue Range Black Can Buoy 1B
(LL 191, Page 316) approximately B850 yards distant, about 5-6 points on
her starboard bow and also sighted the SS OLYMPIC ROCK for the first time
approximately 1 1/l miles distant. The 5SS OLYMPIC ROCK, when first ob-
served, appeared to be approximately in the center of the dredged cut

of Bellevue Range, heading downriver and abont mid way between Bellevue
Range Black Can Buoy 3B (LL 191, Page 316) and Bellevue Range Lighted
Red Nun Buoy 6B (LL 1915). The OLYMPIC ROCK appeared to be in ballast,
to have "a wash on her bow", maintaining her course and speed. At the
time of sighting the OLYMPIC ROCK, the Tug B. M. THOMAS was in the east-
ern limits of Bellevue Range Dredged Channel approximately 900 yards
south of the PRINCESS and about LOO yards north of Buoy 2B (LL 1912).

- The THCMAS appeared to be maintaining her course upriver with a speed

slightly faster than the PRINCESS' é 1/2 knots. At thistime the PRINCESS

intended to maintain her course and speed, to pass to the westward of Black

Can Buoy 1B (LL 191k, Page 316), pass the OLYMPIC ROCK starboard to stare
buard, allow the Tug THOMAS to overtmke her and then return %o the east-
erii slde of the Bellevue Renge. The PRINCESS maintained her course and
sp ~d and procecded upriver outside the western limits of the dredged
chaunel.  As she passed Buoy 1B, leaving it to starboard, the OLYMPIC
ROCY, which was estimated as being 50 to 75 yards distant, was altering
her course to the right and the PRINCESS did not hear the prescribed
whistle signals. The PRINCESS continued to hold course and speed until
i1t was obvious both vessels were on a collision course. Immediately the
TUG PRINCESS sounded one blast on her air whistle and put herself and tow
in & hard right turn in an attempt to clear the OLYMPIC ROCK, which at

this time was estimated to be 20 yards distant. The master of the PRINCESS

also indicated it takes approximately one minute for the Sperry electric
steering wheel to start the tug and barge in a swing to the right and at
this time it appeared that she was not swinging fast encugh, He further
indicates that in view of this observation he immediately sounded the
general alarm to alert the crew but did not have the opportunity to sound
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the prescribed danger signal. 'The operator of the PRINCESS testified
that when physical contact wes made with the OLYMPIC ROCK the tug was

in a right turn and he did not know whethex %he ship made imitial con-
tact with the tug or barge. The Tug PRINCESS Helt one crash and im=
mediately the tug's bow submerged below the wsbver surface with water pour=
ing into the wheelhouse. The tug appeared tar jymp out of the water,

then commenced to settle with a starboard list and within seconds she
sank. The collision caused the tugts whistle to scund continuously until
she submerged. The operator of the PRINCESS states tkat at the time of
collision he was at the wheel and the next thing he recalls was coming

to the surface and sighting s small life raft approximately 10 to 20
yards distant. This raft was identified as lifesaving equipment from

the PRINCESS. The operator of the PRINCESS swam to the raft, climbed
aboard and then he saw two of the crew, Joseph Derrickson and Leuis Lyons,
come out of the forward port side galey door and also saw George Chadwick
come on deck from the after port engine room door. All three crewmembers
assembled on the open deck port side as Hays commenced waving his arms

and trying to yell, above the sound of the tug whistle, instructions to
abandon the tug. He saw Derrickson and Chadwick walk in the after direc-
tion, enter the water in the vicinity of the port quarter bitts and com-
mence drifting upriver. Lyons walked forward and appeared to step on the
bow as the tug sank from slght. Hays could not recall when he lost sight
of his crew. He could recall that when seen on deck all crewmembers ap=-
peared dry and none were utilizing any lifesaving equipment. Hays was
rescued by the Corps of Engineers power lavnch WIIMINGTON and subsequently
taken ashore at the Fdgemoor installation where he was transported to a
hospital in Wilmington, Delaware. He was treated for exposure, shock

and relecased that same afternoon.

12. The PRINCESS' log books and other documentary records were lost
and not available during this investigation.

13. The personnel on the Tug B. M. THOMAS, who witnessed the collision
and events leading thereto, testified that the Coast Guard Buoy Tender
7INNIA was not obstructing traffic in the dredged chanrel and that
Bellevue Range Lighted Buoy 2B was on station. They further stated they
were not overtaking she FRINCESS, t%hat neither the CLYMPIC ROCK nor the
FRINCESS displayed navigation }ights, that the PRINCESS crossed the bow
of the OLYMPIC ROCK contrary to the rules of the road, and that when
collision was inevitable the FRINCESS went inte a hard right turn.

They also state the CLYMPIC ROCK sounded whistle signals and the PRINCESS
did not answer or sound any slgnals whatsoever. They indicate the col-
lision occurred at approximately 1045 and from the time they heard the
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first whistle signal from the OLYMPIC ROCK until collision occurred,

the lapse of time was approximately five mimutes. Witnesses on the

THOMAS further indicate that at time of collision it appeared that the

Tug PRINCESS made physical contact with the OLYMPIC ROCK approximately

20 to 30 feet aft of the tanker's port bow. The OLYMPIC ROCK appeared

to strike the tug on the tug's port side. The barge attached to the
PRINCESS immediately broke loose at the time of collision., The PRINCESS!
wheelhouse rolled to starboard, away from the ship and the tug appeared

to roll under the shipts bow, beneath the keel. The THOMAS reduced her
speed, altered her course to port and went around the stern of the CLYMPIC
ROCK. She commenced searching the area for survivors and observed debris
in the water. They saw the Tug PRINCESS surface then sink. The port side
of the tug came up above the water's surface a couple of feet and settled
again below the surface with her mast visible above water,

1. The master and pilot of the OLYMPIC ROCK indicate the eollision oc-
curred approximately 825 yards, bearing 159°T from Cherry Island Rear
Range Light (IL 1902). The tug operator indicates the collision occurred
approximately 625 yards, bearing 154° from the after Cherry Island Range
Light (LL 1902). The Corps of Engineers, Notice to Mariners, dated 23
February 1962 indicates a buoy marking the PRINCESS was located in a po=-
sition 1050 yards, OLSOT from Cherry Island Front Light (LL 1901).
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CONCLUSTICNS

1, The Board concludes the Tug PRINCESS did not alter her course to
the right when sighting the OLYMPIC ROCK and this 1s considered to
constitute evidence of failure to comply with the narrow channel rule
33 UsSC 210 ( Artiele 25),

2. The Board further ccneludes the OLYMPIC ROCK and Tug PRINCESS
when first sighting each other were in a head and head or nearly so,
situation,.

3. Tt is concluded that when the OLYMPIC ROCK first sighted the Tug
PRINCESS, she {OLYMPIC ROCK) indicated her intentions by sounding the
appropriate whistle signal and altered her course to her starboard.

L. The Board concludes the Tug B. M. THOMAS was on the righthand side
of the chamnel, was astern and well clear of the Tug PRINCESS end her
parsonnrel observed the events leading up to and including the collision.

S+ The Board congludes the Tug PRINCESS, with the OLYMPIC ROCK in
visual sight, altered her course to her left without sounding a whistle
sipnal and this is considered to constitute evidence of failure to comply
with 33 USC 203 (Art. 18) Rule 1.

6+ The Board concludes the OLYMPIC ROCK did not see or hear an answer

to her whistle signal that indicated a port to port passing. Further-
more, she altered her course to her right snd continued sounding a port
to port passing slgnal. This action is considered to constitute evidence
of failure to comply with 33 USC 203 {Art. 18) Rule IITI.

7. Richard A. Lappe, acting under authority of hls state piletts 1li-
cense, was conning the OLYMPIC ROCK preceding the collision and at time
of collision.

8. The Board concludes a&ll aids to navigation were on station and in
no way centributed to this casualty.

9. &5 a result of this casuvalty, the Board concludes the following
named perscens lost theiy lives:
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Ceorge B. Chadwick, Chief Engineer, Tug PRINCESS
Louls Lyons, Deckhand, Tug PRINCESS
Joseph Derrickson, Cook, Tug PRINCESS

10, It ie concluded the collision eccurred in approximately a po-
?itio;; 1050 yards, bearting OLS® T from Cherry Island Front Range Light
1501).

11, It is concluded that other than the course recorder on the
OLYMPIC ROCK not functicning, there was no machinery or equipment
failure on either vessel.

12, The Board concludes the life float on the FRINCESS functioned
properly and contributed to saving the life of Harry Hays, the owner/
cperator,

13. The Board further concludes the search and rescue efforts con-

ducted by the Corps of Army Engineers, Coast Guard, Delaware State
Police and local volunteer fire and rescue organizations were adequate.

RECOMMENDATI OGNS

1. It% is recommended that & copy of this report be forwerded 4o the

Comnandant (MVI} for further appropriate action in the case of the
Pilot of the OLYMPIC ROCK.

2. It is recommended that further appropriate sction under the ad-
minlstrative penalty procedure be initiated in the case of Harry A.
Hays concerning his part in the casualty,

3+ 1t is recommended that further eppropriate action under the ad-

ministrative penalty procedure be initiated in the case of the owners
of the S8 OLYMPIC ROCK, concerning her part in the casualty.
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L. Other than the above, it is recommended that no mrt-her action

be taken and the case be closed.
L4 ’
SSE”0. THOMPSON |

aptain, USCG
hairrg;m‘_)

’zx/f/}/jﬁ_v

USSELL ©O. FOSTER- -~
Commander, USCG

s /V,QL...ML/

RIGHARD K. SIMONDS
LT USCG
Member and Recorder
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