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Commandant's Action
on

The Marine Board of Investigation convened to inquire

. into the facts and circumstances surrounding the sink-
ing of the 85 SMITH VOYAGER in the Atlantic Ocean on
27 December 1964 while under tow following abandonment
on 20 December 196k with the loss of life of four crew-
members during rescue operations :

1., The record of the Marine Board of Investigation convened to investl-
gate subject casualty has been revieved and the record, including the
Findings of Fact, Conclusions, and Necommendatlions, is avproved subject
to the following commeonts,

o 2, On 20 December 196k the SS SHITH VOYAGER, O.N. 248787, while on a
) voyage from Houston, Texas, to India with a cargo of wheat developed a
gevere starboard list in heavy weather and was abandoned at 29=L5N,

48-50W, The ship had stopped for fuel and water at Freeport, Grand Bahema
Island, B.W.I., on 15 December 196l and was en route to Ceuta, Spanish-
Yorocco, its next scheduled fueling port. The Master, the Third Mate, and
two able seamen remained on board the SS SHITH VOYAGER. The other 38 erew-
members abandoned the SHITH VOYAGER in the starboard . lifcboat which was
soon filled with water from seas breaking over it. Approximately three
hours after the abandonment, the German }/S MATHILDE BOLTLIN, responding to
an S0S, arrived alongside the lifsboats Four persons in the lifeboat lost
their lives during rescue operations by being caught between the surging
lifeboat and the side of the MATHILDE BOLTEN after the lifeboat capsized
as the occupants attempted to leave it by cargo nets, ladders, and lines
on the side of the MATHILDE BOLTEN. The following day, the laster and ro-
maining three creumembers were removed by the USCGC ROCKAVAY. At or aboub
0723 on 27 December 196l the S3 SHITH VOYAGLIR sank in position 28300,
50-48i, while in tow of a commercial tuge

REMABRKS

1. Concurring with the Board's conclusion that the casualty might have
been prevented had the engineering plant been maintained in operation, it
is conocluded thst the primary csuse of the loss of the SMITH VOYACER was
the premature abandonment of the engineering plant and the vessel.

s»The premature abandonment with the tacit approval of the haster indicatesn
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cvidines of failuwro of Lhe Honbor bo exercise command responsibility.

This precludel attophs to kecp Ui voosel on a favorable course and

opard, Lo pecars bhe hull opeolngs, to deuator the vengel, and abienpt to
radner Bl 1iske.  Tue tosbimony indieates that the lealting maln atcam

line joint for which tbe plant wus gecurnd had looge mats on the flanre,
Thene were balkcen up and Lightened and yet no effort wan made to pass steam
throwsh the joint in order to ascertaln if this would correct the atnal
loak. Onee the veasel was abandoned it wos an exnectable sequance that an
overloaded vessel Listing about 309 would take on water through the portholes
and the weather-ticht doors, snd continue to floed through the rudder pack-
ine pland.  Withont menns of pumplag out, without mesng of easing the load
on the veossel, witheut meons of shilfting balla st or fuel to minimize thae
1ist, the vessol was doomnd.

2. In accordance with the Rules and Regulations for Bulk Grain Cargoes
appearing in 46 CR, Part Uik, the vescel was equipied with a detailed
Loading plan. The plan outlined tho cargo that could be carried and its dis-
tribution in each compartment. Taking into consideration the scason of tha
yoar and the applicablo load line zones in wiiich the wvessel was to travel,
it listed the amount of fuel and water that was to be aboard, ithe meta-
centric heipht and the mean draft on sailing and arrival at the pori of
loading and each subsequent bunkering porte The plan stated that the
vessalls evaporator would be used to malntain the necessary water tonnaga
and that the deep tank covers in lo. ki hateh were to be closed prior to
continmuing loading of grain in lLio. i lover 'tween deck. The plan does not
jindicate the presence of 200 tonz of grain that were stoved in the alt
part of the foc!sle 'tween deck of No. 1 hatch. The record clearly indi-
cates that the lnster was provided with this six page sed of plansj that he
signed each page, and that he made no remarks or sugpestions for correc-
tions, modifications, additiouns or errors which might exisi. In the
absence of clear-cut, compelling and emzrgent circumstances, the llaster was
duty-bound to see that the crew and all persons servicing and husbanding
the veasel complied with this prestow loading plan.

3, The conclusion that the carge of wheat was inadequstely and improparly
stowed thereby permitting the cargo to shift and resulting in an initial
heel of 10° to starboard, is concurred in with the qualificabion that the
inadequate and improper stowage is only evidenced in the record in the
apparent fzilure to cover Mos l deep tanks and the apparent loading of

Mo. L port and starboard bins so that they became part of the feeder systen
of To. l. This method of loading resultod in insufficient feeder volume

. gerving No, U4 hold and excess fecder volume serving the lower decks of

No. L and introduced a larger element of free surface than otherwise would
have existed or been allowed., Based upon subsequent atudies of grain load-
ing in other ships, it appears likely that the initial heel which developed
was due not only to grain shift made possible by these deficiencies in
stowage, but also to graln shifi to starbosrd in underdeck voids throughout
the ship.




i« The Board in its investization and study of the voluminous record of
the witnesses, bhe exhibits, and all the facts concerning this unfortunate
casualty has concluded that there is evidence of a number of acts of mis-
conduct and negligence on the part of the Master of the vessel. These

conclusions will be heard in accordance with the Suspension and Revocation
Proceedings regulations in a separate proceeding and therefore will not be

commznted upone

5, Conclusion 8 is not concurred in concerning evidence of violations of
L6 USC 658 on the part of John F. Fitzsimmons, Vice President in Charge of
Operations, and George Y. Macleod, Marine Superintendent, Barl J. Smith &
Company. The statute L6 USC 658 prohibits knowingly sending or attempting
to send or is a party to sending an American ship Lo sea in such an un-
seaworthy state that the life of any person is likely to be endangered.
Without considering the premise that this statute covers all persons
' including owners, marine superintendents and port engineers of vessels,
who knowingly sent or attempted to send an unseavorthy vessel to sea, the
record does not indicate that these persons had knowledge that these
deficiencizs were sufficient to warrant the vessel to oe considersd unsea-
worthy. The first and primary responsibility for the safety and geawortil-
ness of an American flag vessel must rest with the Master and the vessel's
officers. In addition, the Board's conclusion of the meaning and signi-
ficance of the letter of 27 November 196}, directing the Master to be
#on proper marks and not overloaded" on arrival at Vizagapatam or Madras
is not concurred in. The expression "on proper marks and not overloaded™”
must be accepted for what it states and no more. ixamination of the
testimony in the Record of Investigation fails to allow any broader impli=~
cation. The primary responsibllity for compliance with the Load Line Act
rests with the Master of the vessel and the negative evidence that insiruc-
tions regarding drafls at other ports of call were not given cannot alone
lead to the conclusion that this was tantamount to authorizing the over=-
loading of the vessel.

6. The Secretary of Commerce, with the Secretary of Treasury concurring,
has approved the award of a Callant Ship Citation and Plaque to the German
freighter MATHILDD BOLTEN, and ribbon bars to gach person serving on board
~ at the time of the rescue of tne crewmembers of the S5 SHITH VOYAGLR.
Additionally, Mr. Donald Coverd, able seaman of the 33 SMITH VOYAGER, who
assisted in the rescue of three of his shipnates after the lifeboat cap=
- gized, was awarded the Silver Life-Saving Medal by the Secretary of

Treasury.




ACTICHS CON ORRNING THE RECOMMENDATIONS

10022 DATION L concerning the amending of the grain cargo regulations

to require shifting boards extending the complete length of each hatch,
including the feedor, has been ander active study since 1963. Repgulations
concerning United States! vessels have been amended to require implementation
of this recommendation. Additionally, this matter has been a subject of
discussion in the Inter-governmental Maritime Consultative Organization
working groups dealing with stability and other aspects of the carriage

of grain. It vill be given further consideration leading to pessible
amondment of +the Internmational Convention on Safety of Life at Sea, 1960,
provisions relstive to the carriage of grain.

RECOMLLOMDATLION 2 coneerning a proposed requirement for watcrtight doors
on bhe madin deck will noi be acted on since had the vessel not been pre-
maturely abandoncd, it appears there would have becn more than adequate
pumping facilities available to dewater the vessal.

RECOMANDATION 3 concerning a regulation that the radio operatorts chair e
secured 4o the deck will not be acted upon since i% appears that the need

or desirability of such a requiremsnt vexies with the physieal arrangement
of each vessel's radio room and the need of each radio operator for mobllity
in operating and adjusting bhis equipment. In addition, if such an altera~-
tion appears to be dzsirablc on a particular vessel, 1its accomplishuent is
within the vessel's capability.

RECGHMILNDATICH L concerning a proposed requiremcnt that vessels Lransmit
their noon positionsc is concurred in; however, it is considered that the
final responsibility in this regard rests with each vessel's management.
The Coast Guard presently provides adequate position reporting and vesgsel
locator facilities for those vessels participating in the Atlantic and
Pacific Merchant Vessel Reporting Systens.

RECOISITIDATION & concerning further studies to determins the feasibilivy
of consideration of the submersion of a vessel's load line marks not only
in relation to the midship freeboard but the vessel's draft foruard and
aft has been studied, This subject and its attendat resopnition of hog
and sag, particularly of an older vessel, was discussed at’ the 1966 Inter-
national load Line Conference. The Conference concluded that it was
technically impracticable to glve consideration to pessible hog or sag in
implementing the Load Line convention's freeboard requircments.




RECGIHENDATION 6 concerning the possible overloading of fully laden vessels
al major bunkering ports has been taken under active study. Efforts to as-
certain how widespread this practice may be have been instituted by a more
eritical review of the official logbocks of American vessels which are
submitted to the Coast Guard at the conclusion of each voyage.

RECOMAENDATION 7 concerning further action under the Suspension and
Revocation Proceedings in the case of Frederick W. Mohle, the Master of
the S5 SMITH VOYAGER has been initiated.

RECOMMENDATION 8 concerning the evidence of violations of L6 USG 650 will
not be acted upon for the reasons previously stated. Concerning the
evidence of violation on the part of the Master of the vessel,

Frederick W. Mohle, it is considered that further action within the remedial
and administrative procedures a3 provided by the Suspension and Revocation
Proceedings is adequate. Referral of this case to the U. 3. Attorney having
jurisdiction for possible criminal prosecution is not indicated at this
times

Z;ﬁf }f, A{Zwadzﬁfﬁ?
wp- [ <

¥y, 1. SMITH
Jémirgl, U, 8. Coosd Guard
Commendant
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From: HMarine Board of Investipgation
To: Compandant (HMVI}

Subj: 5SS SHMITH VOYAGER, O.N. 248787; sinking of in Atlantic Ocean,
28~-701, 50-48W, on 27 December 1964 while under tow following
abandopment on 20 December 1964 at 29-45N, 48-50W, with the
loss of life of four crewmembers during rescue operations

- Findings of Fact -

L. On 20 Docember 1964 the SS SMITH VOYAGER, Q.N. 248787, while on a
voyage from Houston, Texas, to India with a cargo of wheat developed

a severe starboard list in heavy weather and was abandoned at 29-45KN,
48-501. The chip had stopped for fuel and water at Freeport, Grand
Bahoma Island, B.Y.T., on 15 December 1964 and was en route to Ceuta,
Spanigh Morocco, its next scheduled fueling port. The Master, the
Third late, and two able seamen rema’'noed on board the S§S SMITH VOYAGER.
The other 38 crewvmombers abandoned ti» SMITH VOYAGER in the starboard
lifeboat which was soon filled with water frowm scas breaking over it.
Approximately three hours after the abandonment the Gorman M/S MATHILDE
BOLTEN, responding to an 50§, arrived nlongside the lifeboat. Four
persons in the lifeboat lost their lives during rescue operations by
being caught between the surging lifeboat and the side of the MATHILDE
BOLTEN after the lifeboat capsiuzcd as the occupants attempted to leave
it by cargo nets, ladders, and lines on the side of the MATHILDE BOLTEN.
At or about 0723 on 27 Decenber 1964 the SS SMITH VOYAGER sank in position
28-30N, 50-484, while in tow of a commercial tug.

2. The vessel involved was the S8 SMITH VOYAGER, 0.N. 248787, a steanm-
screw freight vessel of 7,606 gross tons, 4,549 net tons; length, 439.1
feet; breadth, 62 .1 feet; depth, 34,5 feet; built in 1945 at Portland,

Oregon; 8,500 horsepower; home port, Hew York, N.Y.; owned by Sumner A.
Long, 375 Park Avenue, New York 22, N.Y.; barcboat chartered to the iAnn
Quinn Corporation, 17 Battery Place, New York %4, N.Y.; and operated by

Barl J, Smith & Co., Inc., 17 Battery Place, Hew York 4, N.Y¥. The

Master of the vessel was Frederick W, Mohle, 148-31 10th Avenue, Yhite-

stone 57, Long Island, N.Y., who was the holder of a license as Master,
any gross tons,

5 .
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forine Peard of Investisgubion Lbr 590:5-021656 of 11 June 1965
5. Whe ercwmembers who losgi their lives were:

cornelivz D. J. Veensirs, Z2-75785-D1, Lic. Ho. 261062, Chief Engincers
Georre L. Davis, ﬁ—??ﬁlﬂo-ﬂl, Oilers

T1i Jones, A-275070~H1l, Third Couk;

Varnon li. Drown, 4-335873-Dh, Steward Utility.

. ‘Menther conditions 2t the time the 55 BIITH TOYAGLER was shandoned
were:  Wind north, force 83 cea 63 cvercast; harometer 1016 m.b.; a8ir
Lenperature 66°F; water temperature 71°F.

5. Grain Jitsings were installed in the 85 SEITH VOVAGER on 2 December
1964 wrile lying ot the 3Ban Jacinte Terminel, Housteon, Texes, by the
southern Stevedoring and Contracting Lompsny. Fecders vere installed
in tihe snvares of ¥ and 53 hatches between the n-ln deck “rd the unper
tween deck, and in fhe souare of X1 hatoh between the forecastle deck
and the unpet 1gweon deck. Two bing vere ingtalled in the u)pcﬂ Viween
deck of 71 hateh, Centerline ehifting bosrds were ingielled aft of the
sauare of the hatch 1n 41 upner 'bween declk, 1 lower 'twecn deol, snd
‘1 lower hold; aft of the sanare of the hatch in 2 lovwer '"tween deck,
and #2 lower hold; forwerd snd 2i%t of tne sunere of the hatch in 4%
lover 'twecn dech and 3 lower rwolu, and for tha entirve length of the
hateh in 4 and 5 upper Viwoen decke. lurber & and 5 hatches were to
e common-losded with the covers of % deep Lanka to be zeeurcd before
loading in ;%4 hold. The groin fitsings of the 53 SMTTE VOYLGE

Ci were
crected by e crew of apnroximately SO men in charge of lir. udward
Kingeaid, Southern gtevedoring and Contracting Comnpeny. The erechion
of the grain fittings required approximately ten hours.

Tre centerline gl-ifting bosrd were cong tructed of rough ¢ % 12-inch lum-
nor with 2 x 12 uprichbs. The feeders were constructed of L % & uprichts
placed on 18-inch centers or closer with she interior faced with E/B—inch
fir plywood. There were double uprisnts in way oi the joints. There
were no stiffeners instelled 2lownf; tie hord sontel seans. The nlywood
wag fitted tigntly to make i% prain-tight. Toe uprﬂﬁats wore gel in
place and held by ghores ond by & wialer - a 2. 12 piece of timber

thet van the length of the boiten and ton of the fecder vox. {orner
poards were oleced in each corner o she Teoder with the necesoary lonsth
of wurlap attached to lncure 2 srgin=tiocht fitidin.

6. On 9 December 156/, the §5 & I VOY:GLR anifted from San Joelnto
Teamingl to Coodwscture Crein dlevalor. Tne pilot on bourd wss Spthur

’1onq~ “ivson, ilouston pilot, noldins e license as Tirz%s Clrss Plilot,
ony ¢ross tons, [douavon Shin Chennel. e ship wes 11 ht end thewe wos




Ll s tion L 5945-021656 of 11 June 1965

feirire il )

very Lidkle guroent in thet secblon ol the Uouston Ship Channel. Two
cuslobing the 53 SUTT VOTIGLR from the dockivhire it
b been docted siorbosvd side tne (oo of the tugs woo on 3 ~"erm line
P ' - ando um ho e sorh bod. Tior setiing oafb of
Cho Perminel the nilot 1ol dhe tuy oo Ynah was
the atern onthe  Jin kent the tug on bhe s
; cve el on Lan ghin dn ordew bo dnsure that ke sbip
e ld ot Lo blovm dewa oon the "....L.. The ndip hed elesred §hn cock al
o onaorh AL Gy Tiins eleor of tne olin o6 or g ocut U555 14
nrpeesded 2 MLl waneuye: apced (H0 1) Tor SUDE dahelr Tive

by oo uged dn

o
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sontinued to oo to the right, whereupon the pilot ordercd The refe to
put the ensine full ohead in an evlempt to nake the ship cuower s
micier,  When the wilot sow thes the o
in time o koew from Louehlg r nloeod
ashorna.  he how of e 53 ' o grounced on
oo Tlonveton Shis Chennel ol or chous 0008 =t 1o iitude /,-—f-»f'
cidmde 95-07-000 in tho vi Cln t" of Lousbon Shin Chonnel
anip wer ._fh'ouml. for oo poninoiely one ouT.  Thi en

. 1herlineg of Eno (‘}"F‘;l’t'.f]C].., when 1Y firaw .
tank, wac annroyingiely 5 Gerrenn.  The vank at tae wonliion vrere the
veanel grow sded wog more cloving then most ol the ofner LATLS 0L WA

Louston Snin Co :m;ol. fhere wag no noticeable chonre in toe Lrin or
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doolk pa: *.llo.“l_ so the Lanln uith e wodcr depth of 35 feew. The silow
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clovw chcad wolle. Te found ibs i ' ;
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Foarine Roord of Investieation Tor 5913-021A06 of 11 Tune 1965

Gl astern when be pave Lbhe slov ahead order. The testimony of the
nlot uas to the offect that be did poh order the engines dirzetly

asteru from full ahead without a shop order beotwasn those bells, and

that he had nevor given such an engine order. The bells noted by the
pilot in the bellhook weret Tull ahead, slow astern, slow ahoad, full
ahcad, and full astearns The bells actually given, according to the pilot
weras  Fulll ahesd, slow shead, full ahead, full astern. The exact times
that thz bells were given are unknown, since the bellhock was lost with
the ship; however, the time hetween the slow ahead bell and the slow
astern bell noted in the hallbook was approvimately 1 % minutes. The
engine orders wore being repeated to the pilot by the mate on watch; hove-
sver, the pilot did not hear o slow astern bell order repeated.

At the time the wessel tock the sheer to starboard Japhbain Frederick W.
Mohla, the Master of the 35 SHITH VOYACHR, was at the wheel, having
relieved the helmsman, Donald Covert, to allow him to go after two cups
of coffee. The pilot, on the wing of the bridge, was not awave thab
the Master was a't the wheel, The helmsmsn was abgsent from the wheel-
house for approximately seven -or elpht minutes. When he returned the
forward tug was heing let go and the SHITH VOYAGER was swinping to the
starboard. OSoon after he got on the wheel as helmsman the full astern
order was given, while the vessel wan 5til) moving ahead and swinging.

Tha grounding of the 5SS SHITH VOYAGER was reported to the owners by
letber frow the Masbter, bub neither he nor the owners reportaed it to
the O0ffirer in Charpe, Marine Inspection, Houston, Texas,

Te The 35 SMITH VOYAGER sailed from Goondpasture Grain Zlevator,

Houston, Texas, at 0555 on 12 December 1964 on a voyage to Caleuttba,

India, with a cargo of wmore than 10,200 tons of hard wintar wheat.

10,127 tons of cargo were listed in the pre-stow plan and 10,20, tons

of cargo were listed in the completion losding ptan. The vessel had

on beard approximatcly 1,200 barrels of fuel and approximately 120 tons

of water, The schedulzd bunkering ports en roule to Calcutta were:
Freaport, Grand Bahama Island, B.W.I1.; Ceuta, Spanish Morocco; Auzusta,
Sicily; and Port Said, U.A.R. The ship was to be lightened at, Vizzpapatam,
India, before proceeding to Calcutta,

The complation loading plan indicated the stowage of 100435 tonc of
cargo in #1 upper 'tween deck on the port side and 100,35 tens of
cario in the uppnr 'funen deck on the starboard side in bins. This
cargo in the bins in the uppor 'tween deck was not shown on thz pre-
ctow plan prepared by Janas Nautical Service, Houston, Texas for the
Master. Prior to sailing from Houston, Texas, this pre-stow plan was




Joetan saned of Tuvesthiowtion 1ir 5005-001656 of 11 June 1965

g e Tt mpraen
05 e W

i oond o cony ol the plan

fnLiomel Coroo Inrcan. Thae dational Cuxyio Duresu
son, Yoxas, wos nolk eaviced of the 200.70 fone of cargo
located in 1 upper Yhween decl.

H1n sh.biliup cooubtstions and proptrings bhe pro-gtior plan,
Jevicg idemmbond svice wbitized . nessensor 50 obhuin the lirhishiin vel
i Lve wnig ol Liie saoores, bre {ucly oad She wvater from tne 35 GLITH
1, alons wilia bhe porits oF widch the gidn wesg to call.  In making
hese cououitotiong the onble sanaciiy of tne $§ SHITH VOT.HI wes token
from the nlong of a Victory ship in the files of Jones Hauticel Service.
T computationsg were nodo using a 25ﬁ funl reserve. The shabllisy
culeulations in the pre-~stow plan preosupnosed thot the eveporetor of the
VOYAGL would be in sood working condd sione  The dead weight
comeelty of the 93 SHIMH VOTAGER wag 10,720. The instructions
ziven to Jones Hautical Bervice were that the veszel desired to carry

120 1o 10 250 1ou~ of onrszo. The Tipure 10,127 tonsg wes used in the
giobility nalenlations since that was the linmit that the §5 SiITl ¥OY-GER
conld llLt angd noi bo subneorsod over ner Dnariis.

Tw ssising e

e port Loy prepzred by the vessel's ajent in llouston saows that whe
londing of proin wes comploted at 0345 on 12 Deccuber 1904 but that the
ecsel did not soil uniil 0559, aunoroximately two hours and Len ninutes
sifter loading. At 0515 on 12 Decommer 1964 jir. Lloyd /. Cromwell wes on
el awﬂiting Wis poy voucher {or ais ae .VJPCF a1 nishd encincer. e
noiiced st sroin was gbill heing loaded and he could gsee predln geing
into 47 h.th rTorvard ol fae nrluge. Cne spouu won ablll tn nloeece locding
thig prain. Fr. Zromwell wags standing on the boat deck end he cuinld
the dust coming up Trom the snoub. The siip's ceiling hosrd was pocied
for 0600. John Tukens, able geenen, #lsgo noted that while the tugs were
alongside end the oiip wes weiting to go, enc poninon woe #4111 off )
nateh and losding operations coutinucd in thst hateh. There wog one cnte
going throush a crack in the forword port of 5 netch. Iukens did not
determine wiether or noi the chule was peing inside or cutside of the
feeder in 3 uper !tween deck.

During the loading opcrction, live Chorles L. Jackson, Third Ciilcer,
wvas svaiioned on the Torvard deck and Lir. iddoaert Soyne, Tnird Gfilcer, was
stationed on the sftor deck. fhe Chief OfTicer, ilr. Fred de Sennetlt, was

in charge of the overall loading operation, The seaucnce in atasting o
losd the hetches was w35, 51, 34, 5y end 2, howgver, ;5 hatch was nov

loaded in ¢ eccontinuous operaticn. In losdiags, the spouts vere ghifbed in
ond qut of % natch at verious tines.

Jonn Lukens, able seaman, aowed fhat loading gstirted af apﬁr\xina*oly
0300 on the nmorving of the 11lth end [inilchoed belween 0200 and CHOO the nexi
morning, the L of December 1964, Humber 1 haich weg securcd lirst,




Harine Board of Tnvestigation ltr 5943-~021656 of 11 June 1965

followed by #5 hatch, #2 hatch, #h hatch and finally #3.

Captain Ira $. Derrick, independent surveyor, who was conducting a

draft survey to check the accuracy of the weight furrished by the Good-
pasture Elevator, perscpally took the draft and frecboard of the 55 SHITH
VOYAGFR shortly after 0300 on 12 December 196h. Captain Derrick deter-
mined the draft amidships with a steel tape by measuring the distance
from the water to the top of the deck line on the port and starboard
sides. He was able to see the permanent deck lines marked on the sides
of the ship. The summer freeboard from the deck line sllowed by the
SMITH VOYAGFR's load lin: certificate was 9 feet 7 inches, with a fresh
water allovwance for all freeboards of 7 1/2 inches, This allowed free-
board correspords to a draft of 28 feet 6 3/L inches. Coptain Derrick!s
survey report shows the draft measured amidships was 28 feet 1.25 inches
port, 30 feet 00.75 inches starboard, a mean draft of 29 feet 01,00
inches. By comparing the dreft computed from the frecboard measurements
ami.dships and the mean of the drafts taken forward and aft (29 fost 0545
inches), Coptoin Darrick found the S8 SMITH VOYAGER to be hogzed L 1/2
inches, Captain Derrick later computed the lis% by trigorometry and found
that it was 1° 49" to starboard.

8. Assisting Captain Ira S. Derrick in his draft swvey was Mr. Verpon Fe
Surmer, his employee. The density of the water had been taken at midright
by Mr. Sumner and found to be 1.007 corrected for temperaturs to 1.006. A
fresh water allowance of six inches was nzed by Captain Derrick in his draft
survay. Mr. Sumnar boarded the SS SMITH VOYAGER a Jittle before midnight
and left at 0030. Mr. Sumner did not recall the figures used for all tanks,
but he was told that there was a total of 120 tons of water and 220 tons

of fuel on board. The amount of fuel was given to him in barrels and ha
converted it into long tons by using the constant 6.6 barrals osr long ton.

9., The draft and fracboard of tha 85 SHITH VOYAGER were taken separately
by Mr. Fred i, Bemett, Chief Officer, and lr. Charles L, Jackson, Third
Officer., Mr. Jackson reported his finding to Mr. Bennatbt. Mr. Bennoit
remarked to Mr. Jackson that "this is rather vnusual, it's right on the
mark." Mr. Jackson tock thzt to mean.the permissible draft with the
fresh water allowance. Mra. Jackson estimated that the list of the SMITH
VOYAGER was no more than one degree at tho time he took the port side
draft readine at Goodpasture Elevator, which he remombered to bs 27'08"
forward and 29'0L" aft at 005« The frocboard measured by the
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fhdcl Gidicer, vr. Reonnett, w-=z 9 01V,

10 Tire Gilooct, bhe Fivﬂt rsgictont Lnginecr, was told by the Chief
edineer thet the 55 034w YOI FuT upon 1ou"1nh Houzton had 1,700 barrels
of fuel. Taks fuel wes located in 53 norvt, *3 center, 5 siarbosrd and
25 cenbor donile bottom tanks, and in the settling tonke.

11e Upon arwival of Llhe 85 $.I0 VOTAGDR ot the anclhworege off Frocnert,
Grand Tohams Lolond, B0.I.y 8% o1 z2hout 0200 on 15 DFCﬂmber 1064, Ir.
Chorleg L. Jacl i I nged 2 omall laounch and took inc draf{d

see  dre Jackson was able to dake thc draft siter arrivel at Freoenort
ing tho mean botween bho pwells, which he estinated to ve fwo

feot in arisib. e Juckoon wog, however, unoble to renemoor the droft of
Lhe vessel oot e tock alter arrivel. The fuel hoze waos conneched and

the, 95 SHLDL VoY 001 started bunkering batweon 0330 crd 0440 on dr. Jack-
con's watch., Loading operabions weve com-leted at 0700 wut the S5 SWIHH
VU760 did not sail from Frecporb unitil 1200 noon on 15 lecenber 1964 due.

to a feilure of the turbine feod pomn wiodch regnived repaira.

17, The Chicl imrineer advisced Lir. Sidney G. 20ha, the Fiest dssistznt
Tnrincer, thot Loe vessel zlso took on 195 tons of wolhor. Hv. S~ke had
hed o b phor at Mrocaort bul v “'llcv.i by Lir. Jamios R
Bicson, Third tont Loglneer, wie congslebed vhe jobs e oideon

' ca tno of water tothen on at Frecrnort to be Z00 tono. The
shiip was Dilled for 199 tous. Nre sideon Mlied the domcgiic tnni, the
alterpoals i, ond the nort end 5t rhoard ¥ double boslom lanits. There

vere armrowingloly 20 bons of wvatew in Lac diciilled ionks unoa teduriure
from Frecort. ilo waod iia placed in Lac ?ovopcak. Tumaer Iovny cenuer
counble boltom oo T 195 tons of {resh wakor tnhmn on o8u LT
according o Liv. Sidne "Ju, We Pirst Asedstont Ing nrrr, djd ot
include thae woior in the od lank which was mide HJ uoi tho cnipty

s sonxd bhoilen pooan evooorsior. Live Boha imew thal e ﬁort o0l suRTe
bourd o+ donble bobion tanke, the @ lterpeak tenl enc the cotzhlc woter
tonk were Tull wpon leacving Freeport.

bre 17T
ctely 20

1

Unen e rivel in irecport, Pre didson esilrabod
cegrimeuely 00 tong of wetere  There were ap g

in the poisdle tank and the port A double hotton GO Saiy o waters
Thepe wag ne wator rensining in the slaroonrd double bottom nor the cenler
denole QOUtom tonkas The dle$illed tanlo . cpty upon cprival ot Pree-
port.  Duoring ino possoge from Douston, Telad, to IFreevort, soue water Ircn
she s doudle bettom had Been pumoed to the foreneul: cinece there were no
w5 in eperctinyy eondiilon on the evanorator and the forcpesk could he
Tor rravity feed to 111 ithe cvaporator.
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Tae 65 ST VOYAGER arrived at Freenort with approuimetely 322 berrels
of fuel, loaded 4,103 barrels of fuel, @nd goiled with It4:00 harrels.
Upon srrival in Mreeport there was fuel only in J#r and 75 double botton
Lankse At Mreooerb the fuel was loaded into 373 gort, 3 gterooard end
45 conter snd 35 conter double botitom tanks. The port and sturboard
settling tenks were Lilled at Freeosert while the vessel was fucling.
iecording to Hr. Arthur P. Gilbert, the Second lAssistant “noineer, the
consumption of fuel aboard the S$S FIIWH VOYAGER en rouse from Iouston to
Vreeport was about 340 to 350 barrels per dey with the cvanorator in
operation.

13, After loading at Freevort the Chief Mste, I'r. Ired i. Jennett, took

5 cnall voat from one ol the shore Tfeeilitics that was assisting the 35
@M VOYAGER end went around the ship to detcrmine its frecbosrd. After
the Chief lMste sdvised the Master thet he was unzble to obioin an accurate
reading, duc to a oreveiling swell, Caplain tohle instructed hin fo meke a
notation in the declk los book thet "lme to the sea conditions he was un-
able to read the draft." lhccordin: to Fr. bDennett, the heignt of these
awells waz roughly three feet at the tine atitecwpts were nade to teke <the
dreft resding. .iccording to lirs Charles L. Jackson, the Tnird Ofiicer,
the swell wos consideredly hesvier when the ship loft Freevort then when
he Look the dralt rosdings upon errival of the 853 S TTH VOTAGER 2% Irce-
port. Ke estinated the swell Yo be epproximately five feet, sccording to
Jonn e Yraine, electrician, the weathor was coln for apnroximo tely six
hours before the SITTE VOYAG™ deperbed from rreeports sccording Lo Lr.
Coyne, the wizd velocily, clter loeding was corpleted, was cporoxinately
aiv or seven lmote £nd the swolls, at the fime the Chlel siate evivenpiod to
take the drefs, wore four to five feet. The U. 3. Weather Zurcau, Iideni,
Plorida, rercrbted thst a forecast of the weathier from rleri wo Grand Zalonmag
on 14 omd 15 Deccmber 1964 wap ss fcllows: '

[

1100 157 (14 Decewber) Winds IE 10 to 13 Imots
Secs ¢ to 4 fect, Scattered siowers.

—

0500 157 (1% December) finds HdZE 12 to 20 kmots
Seaa -3 to B feet.

2T (15 December) Winds ¥z 15 to 20 lmots
Scas 3 to 5 feet.

1700 ©87 {15 December) Winds NE 20 to 25 knots
Seas 3 to 5 feet. Rough off ghore.

At 1900 E3T (15 December 19684} a report was recelved by the U. S, Veother

Surcou, Miami, Plorida, thet winds were 35 lmots at west end of Grend Dohongs.

e
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1. It wos the opinien of Captain John Cu Morgan, National Carge Bureau
Susveyer, Houston, Texas, when checking the cargo pre-stow plan for the
Hotional Cargo RBureau, that in order to carry out the proposed bunkering
program, the SS SMITH VOYAGER would have to sail from Houston, Texas
lipht of her marks, in order to be at the preper draft upon departing
fron Freeport, Gramd Bahama Island, BuW.Ie A warning to this effect was
friven by Captain Morgan to the Master, Captain Frederick W. Mohle, on 2
December 196k while the £8 SMITH VOYAGER was at San Jaeinto Terminal, and
this warning was subsequently repeated to the loading personnel at Good-
pasture Elevator, Houston, Texass The pre-stow plan called for the GS
SMITH VOYAGER to have 163 tons of fuel on board when it departed from
Frecport.

15. As to the submergence of the loadline mark, Mr., John F. Fitzsimmons,
the Vice~President in Charge of Operations of Earl J., Smith Company,
testified that the Captain "had all the latitude in the world" and that

he leaves the loading to the Capteints discretion.: In a letter to Captain
Mohle dated 27 November 196h, however, Mr. Fitzsimmons stated that upon
arrvival at his lirhtening port of Vizagapatam or Madras his vessel must be
on proper marks" and said nothing about overloading upon sailing from the
previous porte Jthis letter scheduled the SMITH VOYAGER to its discharge
port in India vis Freeport, Ceuta, Suez Canal, and Djibouti, Although the
letter scheduled the SMITH VOYAGER to go directly from Freeport to Ceuta,
Mr. Fitzsimmons, in a subsequent telephone conversation with Captain Mohle
while the S8 SMITH VOYAGER was in Houston, lexas, told the Captain that
if he felt that after loading the vessel he could not proceed in accordance
with the insgtructions, he would proceed to the Azores for replenishments
The SMITH VOYAGER was bound from rfreeport to Ceuba at the time the list
developed and there is no indicaticn that the course was changed to the
Azores,

15, Mr. Roy L. Ferkins, the Radio Officer, who had been sailing on the
SMITH VOYAGER for some time, testified that on a previous voyage a former
master, Captain Groves, had loaded lese cargo than the company desired.
The Captain had sent a2 telegram upon departure from the loading port to
New York relating that 10,100 tons of cargo had been loaded. Captain
Groves received a message from the Earl J, Smith Company telling him {o
send an explanation as the ship was supposed te have loaded 10,200 tons.

17. Although Frederick W, Mohle, the Master of the S5 SMITH VOYAGER,
testified that on the passage from Houston to Freeport he ordered the
Chinf Fnginesr to pump out any water that he did not need and that water
vas in fact "dumped"” on 13 or 1k December 196k, the evaporator was not
operating satisfacterlly and the vessel was short of fresh water during
this pas sage. Mr. James R, Eidson, the Third Assistant Enginecr, was
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Hoepine Tonrd og ITnves
noxn:lly dn ci 0i the vater ond to adg knowledse there was no water
numned over fine cide of The 8o SETH ”U”“GER at any tire sfter departing
t fouston. To Lhe lmowiedze of lir. Fred A. Bennett, Chief Officer,

irg wan dumped overbosrd bebweeon louston and Ireeport other than the

g carbase and he hed no infowmation of eny orderc or inctructions
tﬂgt water voizld be dumped overzooard. Hr. Robert Coyne, the Third O{ficer,
wag oloo shle to state Jhat no fresh waler nsd heen pumped overboard
batween Uoncton ond Treenort on hilz watch or at any other fime %o nis
¥novledze. 1o Trech water wes pumped overboard on the passaie uetwecn
lHonzton &nd Freoport to the Imowledse of the radio ope rnuur,_ﬁr. Roy L.
Perbing. On the pescase betweon ilouston and Freeport no fresh woicr was
mnned out to tze hnowledge of lirs Sidney (e Boha, the First Assistent
Tnoineer. The boilers were placed on e rew feed for opproximately two

hours on 1c passore of the S8 SHTTH VOYAGER from Houston to Freeport.

18. after lesving Freewort, Grend lzhema Islend, 2.7.I., on 15 Deconber
1964 a conii : throus the rudder stock poeling slznd wos noted.
“he c1lnnd did nos giop the leok.
The ctecm ne roan of the 3§ SV VUVLGHE Tound to be Tlooded

on the : 1o h Mhe nigid the Looding occurred
fhe oiler on wetel hod etteoupted %o cniur the sheering engine room but the

ag much @s wocridle hut

wenther wag too bod and e woo wnoble to geb into the stee - oensine Ioon
from decte  After the flooding weo 47 zcovered the Mirst leeistant Tngineer,

1

. Sidney ¢, Seha, vos relieved olovuly aftcr 1000 by the Cnief Inglnecr.
. Boho wenv Bogh she stecring cnsine room where e Tound 14 to 15
inghes of waser - a veing beiled out by bucked brisade. To rin

whe romaiader of tee ?t r Trom bthae stecring ensine voom, 1. Scha burned
s hole swout 12 inches by 12 inches siucre, a distence of epproximately

18 inches abtove the dEC&. The hole wss burned at this level bccause lire
Saha wos wvnable to burm below the water. After siphoning the waler from
the siecring ensine room turough the lorge hole, a sualler nole, d:J'O’
instely two inches in dicmeter, wos Tmmed in the bulkhesd ncar the deck
e Flwst Aasd ‘neer plerned io weld a two-inch nipnle in this
acle ana cavp it of* nowever, nelvher hole was ever redslired. The o=
incn hole wag su '¢Cleﬂu Lo drain the water fron the gtearing onjine IOOK
into the ghaft.zlleye 4t the time of the flooding of the stecring onjine
room, the stavihoord sicoring ensine notor ues in use. Yhe sisrbeard motor
wos secured and siteupts verce nade to stort ine port roitor, lhowevor, wien
it wps encyocized he motor storted to vuvn end the pory ateord i
motor loes 2 coil. The SEINE VOVLOLA procecded without steering

shout 1000 to 12730 until the wan ver rad heen removed fron the s.ce“ﬂwg
cnyine poom. The giartoard gteering ensine notor onereted nrocrly oiter
e water hed boen removed from e steering cngine room.  The Tleoded

-
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steering engine room wag reported to Kraine, the electrician, at 0900 on
16 December 196L., The electrician noted that the water level came up to
the steering motors in the steering engine room, which he estimated were
mounted approximately two and one half feet above the deck, At the time
Mr. Arthur P. Gilbert, Second Assistant Enginecer, observed the water in the
steering engine room, he found it tc be approximately two or three feet in
depth., The depth of the water in the steering engine room, according to
Mr. James R, Eidson, Third Assistant Ingineer, was two and one half feet.

19. Approximately four inches of water were noted in the steering engine
room by Kraine, the electrician, before the vessel arrived at Freeport.

Mr. Bennett, the Chief Officer, had also noted on the passage from Houston

to Ireeport that there was a small amount of water in the steering room,
approximately two or three inches, "sloshing about' due to the leak in

the rudder stock gland.

20, After sailing from Freevort, Grand Bahama Island, B.%W.I., on 15 December
196k, a slight starboard list was noticed by some crewmenbers, however, the
majority of the crew did not note an appreciable list developing until the
morning of 20 Necember 196L. On the morning of 20 Decerber 196l the Master
got up at about 0700 and found that a north-northeast pale was blowing, about
Forcs 5 or 6. The barometer was steady. The $5 SUITH VOYAUER at this time
had a two to five degree list, which the Master attributed to having a heavy
wind and sea on the port slde. The wind and sea increased rapidly. The
vessel started rolling moderately taking an occasional heavy roll. The Master
changed course from 0810T to 13597 to place the wind on the quarter and allow
some drums, lashed on the starboard side of the after deck house, to be re~
secured, One of the drums in a pgroup, lashed together with manila, started
to come adrift. Ancther group of the drums containing fish oil were secured
with-wires and turnbuckles. The drums were re-secured between the hours of
1000 and 1115 by the boatswain, James Wright, and Per Johansen, able ssaman,
After the drums were re~secured the Master reduced the speed of the main
engines from 73 revolutions per minute to &0 revolutlons per minuite and
altered course again to his oripinal course of 081°T., The Captain then
brought the S5 SMITH VOYAGER over to C60PT to ease the vessel, At 1150

the HMaster brought the vessel over to a southerly course, about L60 degrees,
in a further effort tc ease the strain on the vessel due to the wind and sea.

2k, The Chief Mate, ir. Fred A. Bennett, first noticed a list at or about
1000 on 20 December 196L, The wind and seas were cn the port beam of

“the SMITH VOYAUGER and ilr. Bennett was not disturbed by the list because

it was scarcely noticeable on the ship which was rolling 15 to 20 degrees.
He noted that the wind was then around Force 8 or 9. From 1000 to noon
the starboard list of the S5 SMITH VOYAGER increased,
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29, Mr. James C. Gilmore, the Second Officer, noted that after leaving Free-
port, Grand Babama Island, B.W.I., on 15 December 196k, the weather was
mostly from ahead of the ship. The winds were Force 5 to 8 with some light
spray coming over the bow and port side. Several days after leaving Freeport
the wind shifted to the northeast and Mr, Gilmore, the Second Officer,

had his men go arcund the deck and turn the ventilators away from the wind-
ward side. Turing the night of 19 December 196} the weather became consider-
ably worse and when Mr. (ilmore went on watch at 0LOO on 20 December 196k he
had his men make constant tours aboub the vessel, checking watertight doors,
the doors leading into the quarters, the lifeboats, the oil drums and all
heavy equipment that could shift. The ship was favoring the starboerd side
slightly as it rolled. The Second Mate abtributed this slight starboard list
to unsywmetrical weights on the ship, possibly caused by the use of fuel

oil from the port tanks.

23, Mr. Lobert Coyne, Third Officer, noted that gseveral days out of Free~
port, Urand Bahama Island, B.W.IL., the SS SHITH VOYAGER, procecding on a
course of OB81°T at a speed of 73 revolutions per mirute, ran into heawvy
woather and started taking heavy scas and spray over the port vow. He
could recall no list on the $5 SMITH VOYA LR after leaving Ireeport, until
his B to L2 wabtch on the morning of 20 December 196L. On this watch he
observed that the weather was overcast and the wind was Force 8 with gusts
up to Force 10 from the north-northeast. The height of the seas was
estimated by Mr. Coyne, the Third Officer, to be 20 feet. Bo souniings

of the holds were made on the morning of 20 fNecember 126L duc to water on
the deck. On prior trips of the SMIWH VOYAGER 1t had been the practice for
the soundings to be reported to the Third late, ir. Robert Coyne, while he.
was on the bridge on his 8§ to 12 watch., On the last trip of the SiITH
VOYACER, however, no soundings were presented to Mr. Coyne on the bridge
during his watches. '

ol,, - Sidney G. Saha, the lirst Assistant hngineer, went on watch at 0800
on 20 December 196L and noted for the first time that the vessol was
listing to the starboard but he did not determine the amount -of list. It
seemed to Mr. Saha that the wind and sea heeling the vessel te the star-
vboard accounted for this list. At the bime Mr. Saha retieved toe Second
htssistant Enrineer, Arthur P. Gilbert, he was warned to stay away from the
 log desk because of the water spilling from the condenser gooscheck vent
as the ship was rolling fairly heavily. On the g to 12 walch on the
‘morning of 20 December 196k the sanivary pump was inoperative as its
controller had grounded and burned out a wire. The electrician was engaged
in the rzspair of the sanitary pump and aexperienced some difficulty in
removing tlhe board from the controller box. AL about 1130 the iirst
Assistant bngineer discovered a leak in the main condenscr., e called

-12~
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the Chiel Tnzinerr omd the leak was stopped by the introduction of saswdust
into the condonoer. At or about 1207 a steam leak was detected in the

pain steam line between the throttle and the "wye™ connection to the boilers.
The insulaticn was removed and it was found that the gasket was leaking

and that the nuts on the studs holding the flange were slightly loose.

The steam was securad end the nmuts tightered but the engine room was sban-
doned before stesm was placed hock on the line.

25. Tha Socond Assistant Engineer, ‘rthur P. Gilbert, did not becone eaware
of & 1ist on the SS SHITH VOYAGER until the morning of 20 Decembor 196k.
At 3130 or 11L5 the Chief Engineer told the Second Assistant Engineoxr thatl
he had talked to the Captein about the list and had advised him that it
was not due to the fuel and watler, since the tanks were even at that tine.
After the Captain had noticed a permancnt list of spproximately 10 degrees,
the Chief Engireer, lr. Cornelius D. J. Veenstra, told the Captein that

he did not shift anmyrthing down below. The Captain ordered the water on

the starboard side to be transferred to the port side, and that if reces-
sary, to transfer fuel to the pori side. The Chiefl Frngineer sugrested to
the First Assistont Engineer that they try to pump water into the empty
double bottom tanks on the port sids. The #k port double botiom tanlc was
slack and water was transferred into this tank from the sterboard double
bottom tank, Fresh waler was slso transferred fron the starbosrd #hL

double bottonm tank to the forepeak. The Second Assistant Engineer started
to punp ballast into #2 port double bottom at or sbout 1215, a few minutss
after the ship had stopped. Soon after ballast was started into #2 port
double bottom, the engineers were told to leave the engine roem. The

bilge pumps were not utilized to pump the holds on the SHITH VOYATTR, and
no zttempt was made to take a suction on the holds aftor the list had
developed, The Second Assistant Engineer noticed en increcse in the 1ist
15 or 20 minutes after the engines were stopped. Then, at 1230, ths ship
took a big roll and did not come back, This was noted by the Second Assis-
tant Engineer to be about 30 minutes after the engines were stopped.

n6. Mr. Jsmes R. Eidson, Third Assistant Engineer, had noticed a slight
starboard 1list during his midnight to OLOO watch on the morning of 20
December 196h by observing the clinoreter forward of the log desk. When
Mr. Fidson went back on walch at 12 moon on 20 Decomber 196k, he noticed
the vessel listed still more to starboard. After the leak developed in
the main stean 1line and the engine was secured he noted that the list be-
care much worse. While workirg in the engine room on the 12 to kL watch,
John W. Kraino, the electricirn, noticed smoke behind the main generator
port distribution panel. He went behind the switchboard and found that
Woter was running down the starboard bulkhead. The water appeared

to be spraying from the sterboard side of the ship in way
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i;nt inches from the slde or the q1p.
vom the overhoad. Tals soray
Al O

0]
1300. Cne c¢f the sble sca
te ~ourn the fidley coor

T ,.01'L(d to Sac Lean
to The nannogovay.  The lastsr
vag au overTlow, The Chiled

low come Trow the maln condonser vent.
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tedn that wils Over-
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27, ilre Hoy Lie e hadio Officer, had notlcaod ihe 1irt gonewhat
earlior than the Capniain and the othzr orfficers. Uam the late sftornoon o
evening of 19 decemver 1964, Mr. Porkine aotlced shadt with the norihi-noriii-—
sneterly winds, the vensel had a list more o the ssorboard thon to the
nortse Tals 1licy become nore noticenble %o lir. Perking on 3Jundoy morning,
ihe 20th of Docember 1964k, 4t 0800 on thie morning of 20 leco
wrile w. Periing was estine, he neticed & very heovy toil of the 59
VOTAGETH %o the starboard. This roll wes hneovy i L
aumber of thin g in whe redio rounm, including cins
tied down. A Tive-;allon jus of water wogs browor sll of U
and povers were tosced should the radio gnack, A6 2ooud lC?O i
aoted tlist the shiv ennervienced enother nesvy roll. Shor
Fr. Perkins wenb un Lo the bridge where ilr. Robert Coime,

gm, on

< A-JA_'\.

OJ— locer ,

was on w"ucn, and nouen the o ;19 speed incdicator J“LCﬂ fain
to be v ner miruse. Lr. ~ciurned
to th- Ish M anc .7a] Iound 1100 4he veszel ook

roll to starboard, wnich broke srticles loose in ihc rodd
threw v, Periing end his cheir sjainst the gierbosrd |
time 2 deTinite nermanent list Yo sltarboexd wos nollce:

30

[
o

28, .t approx;mcuel"12)0 on 20 December 1954, Lire Tred i, Donneil,
Chief Officer, snd Jo 7 t

Jrisat, the Toccwsin, dnapoch bed 1y

unper 'tweon decks end Tound that there wog no evidenoe of uwnnouel
of graine. The feeCers were svperently inoact. Tals dnspeociion oz
with flashlistits. First they wens o S5 hold ond omcned The Cor
vhile the Cnief O77icer went down into the 'fween ceck ool wolil
ant forin ond looked arcund. Tre Chled G””J iapyctod .

holds by cuching aside the sgreeninsg in
nig 1isht across the op of tic grain. Lo
to be in aroper orior sliloush the grein

the overhesd arbter seuiling. At be Sive
not rmm dowm o tne slsivoard mide to any
of dsmase o she winmg or Ve feedors, Tig
tiucon Geole 1o at e forucrd end of 2

ioested ot the bresl oi the Jerecrstle on

Iy .

Lwore vere a oracl: 1n it srea 1he
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obsorved outside of the feeders and the grain fittings scemed to ke in
pood order. The cowmon loaded #4 and #5 hatches were inaccessible, since
the cacope trunks were filled with grain, so they could be checked only
externally by cobserving the mast houses and the tarpaulins covering the
hatches. After the Chief Officer and the boatswain inspected the cargo
holds, the Chicf Officer reported back to the Captain that conditions
were well in #1, #2 and #3 hatches and that nothing had shifted. After
this inspectiion the vessel slowed down and lost its steceragevway and was
wallowing with her beam to the portherly swell. Mr. Charles L. Jeockson,
Third Mate, bocams awvare of the list of the S8 SMITH VOYAGER when he went
to the bridge at 1150 on the morning of 20 Docember 1954 to relieve MNr.
Robert Coyne, the other Third Mate. The Captain was on the bridge at
this time and the 1ist was chserved by Mr. Jaskson to be approximately
10 degrees. Mr. Jackson observed the Chief OSficer and the boatswain

as they were checkivg the holds and he noted that the list of the 55
SMITH VOYAGER was still approximately 10 degrecs. Mr. Jackson answered
the bridge telephone and one of the engincers told him that they would
have to stop the engines duec to a leak in the main steom line. The ship
had enough way on her to continue on course for some time beforxe it
stopped. While the ship was laying dead in the water and wallowing, the
1ist increased rapidly to 20 degrees. The list thereafter rapidly in-
creased and remained at least 20 degreea to starboard.

29. Mr. Coyne, the Third Officer, after being relieved at approximately
1150, filled in his log book and left the bridpe at about 1200. Yhen he
returned to the bridse at or about 1230, there was & tanker visible about
four wiles away on the starboard bow and the S8 SMITH VOYAGER was flying
two black balls. Unsuccessful attempts were wade to contact the tanker
by flag signals and flashing light until it passed from view, The 85
SMITH VOYAGER was unable to identify the tankcer or to see her stack morks
with glasses, The Radio Officer, Mr. Roy L. Porkins, pave continusl €Q
ecalls to the tanker but it did not answer, although angyers vere received’
from several otkoer chips. One answer, Vhich the Radio Officer could
remember, was received from an American -ship, the 55 EDWARD LUCKFHBACH,
which was told to stand by since the 53 SHITH VOYAGER may be in trouble.
These calls continued for approxiuately 15 or 20 minutes. The Radio
Officer returncd to the radio sheck later and gave out the XXX, or
urgency signal. A reply was received from three or four ships which he
could not later identify. %hese ships were told to stand by since the 35
SMITH VOYAGER mipht be in trouble. By this time the Radio Qffiecer
noticed the list had incressed to 20 or 25 degrees and that the ship was
rolling more to starboard. At approxinately 1300 the Radio Officer noted
that the S5 SMITH VOYAGER tonk the heaviest roll to starboard yet. After
talking to Captain lMohle the Radio Oificer went back to the radio shack

15




Harine Board of Investigation ltr 5943-021656 of 11 June 1965

and told the chips in the vicinity to stand by for a possible S0S. The only
ship that tbe Radio Officer was able to remcmber contacting at this time was
the M/8 HATHILDE BOLTEN. Approximately 15 winutes later the S5 SUITH VOYAGER
tool another similar heavy roll to starboard after which the Captain told Mr.
Perking that #% hold bad opened up and ordered him te ¢all for help. At

1318 the sutomatic alarm was activated and an SOS was scnt. At 1320 the
ships standing by were told that the crew of the S5 SHITH VOYAGER was going
orer the side in a few seconds and that the Radio Operator would have to
leave, At this tire the M/S MATHILDE BOLTEN was seven and one half miles
avay and had the 8§S SMITH VOYAGER in its radar. By this time the main power
source had been lost and the radio messages were sent by using emergency
pover. The Radio Officer experienced difficulty in keying his radio messages
duc to the fact that his chair, which was not attached to the deck, slid to
starboard due to the list and roll of the S5 SMITH VOYAGER. It was necegsary
for Mr. Coyne, the Third Officer, to hold his chair while he transmitted the
digtress message. Hr, Perkins recommended that the radio room chair be of

a swivel type with arms and bolted to the deck. '

30. The Radio Officer also experiecnced some difficulty in obtaining the
noon position as the conditions of distress developed on board the 8§
SHITH VOYAGER. When the poon position finally was given to the Radio
Operator, he found that the longitude was given as east in lieu of west.
This mistake, however, was noticed and corrected, The Radio Officer made
a recommendation that a copy of the noon position report be furnished the
radio room for ready reference each day as soon as it was obtained.

31. Due to the list and rolling of the SS SMITH VOYAGFR, the Radio Gfficer
had also experienced difficulty in contacting a passing tanker by means of
a hand held signal light. He recomrended that a stationary signal light

be installed on the yard arm which would be visible to ships in the area
without the neceseity of aiming the light in the direction of the ship.

32. The general alarm had been rung by the Chief Officer at the Master's
' command, with an intention to have everybody in lifejackets. The signal
consisted of one constant ring of the general alarm for approximately ten
seconds. Number 1 lifeboat was still securced in place at the time the
general alarm was sounded. '

3%, The Captain, upon looking aft and finding #4 hatch cover bulging,
assumed that #4 hatch had "let go." He ordered the Chief Officer to
launch the starboard lifebeoat and get it clear to prevent it from being
damaged.

3%, The Chief Officer end a fireman-watertender, John Keeler, went into
the #1 boat to clear it away. At this time lifeboat #1 was receiving
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the force of the scag on the starbeard side and was being lifted up into
the daviis, The boat was lowered down to the embarkation station at
about 1320 s» that the portable radio and other items could be placed
aboard, and a sca painter attached. At this tinme the Iiaster gave the
order to let 71 boat go and said, '"Get the releasing pear." As the

boat was viclently jarmed underneath the davits by the force of the

soas before boing releaced, it tool on a guantity of water and the

Chief Officer wans congsiderably rhalken,

35, After the boat wos released on the sea painter, it at first drifted
avay from the pide of the chip. Vhile the lifebcat was approxinately 50
to 100 feet from the side of the S5 SUITH VOYAGER the Captain senv o
number of men taking to the boat by means of the lifelines attached to
the davit span. As the boat started to drift back toward the side of

the S8 SHMITH VOYAGER, the sea painter was lengthencd and the boat drifted
back tewvard the stern of the 35 SMITH VOYAGER where the remainder of the
crovnombers vhe abandoned the ghip took to the beat. The lifeboat con-
tinued to take water as the scas broke over it. The bailing and the use
of the bilge pump were ineflective. As the Llifeboat left the lee of the
ship it broached pnd filled completely with water. The boat settled with
its punwales ncar the surface of the water. After it was found to be
impractical or impossible to row the boat, many of the crewmembers
allowed their oars to drift auvay.

36, As the Radio Officer took out the collapsible antenna and proparsd to
put it together and activate the radio, a wave broke directly over the boatl
and bent the antenna to such an extent that it could not be put together.
By this time the boat was full of water and the trancmitter, which was
lashed to & thwart, was four to six inches underncath the water. The Radio
Officer had advised the ship, which he had contacted, that he would be
sending DR signals with the portable lifeboat radio. Since the antemna

of the portable lifeboat radio was damaged beyond repair by the waves
‘breaking over the lifcboat he was unable to transmit signals from the
lifeboat. Mr. Perkins recommended that a permanent installation be

fitted in lifeboats and that the transamitter should be of a waterproof

type that could be placed overboard free of the boat and attached by a
chain or othar fastening device.

37, VWhile the lifeboat was near the stern of the SS SHITH VOYAGER, Buster
Harris, ordinary scaman and Manuel Diaz, deck maintenance, jumped from

the fantail but were swept avay from the boat. James Vright, the
boatswain, and Donald Covert, able seaman, assisted these persons in get-
ting to the lifeboat. Vhile awaiting the arrival of the M/S MATHILDE
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BOLTEN saveral of the occupants of the lifebeet were washed out of the lifeboat
bt assisted bask in by the obher occupnnhs, Mr. Gilbert, Second Assistant
Trpinesr, wos washed out of tho lifeboat three or four times after it swamped.
Jotn T. Gorzy, machinist, was also washed out of the lifeboat four or five
bimese

38. When John Ta Gorey reached the lifeboat he found that the water was
nearly up to his kness and he bad no place to sit, 5o h2 stood up in the
after part of the lifeboat. Thore were other men standing at this timo.
These parsons were finally able to arrange thomselvss so that they were
shlz to sit dovm. The First Azsistont Eogineor, Mr. Sidney G. Szha, the
Third Officer, Mr. Coyne, and Jobn W. Kraine, the clectriclan, were the
last persons to leave the SMITH VOTAGER from amidchipse The Chinf Officer,
Mr. Froed A. Bennntt, gave the order to geb the ocars out and try to keop
the lifeboal from smashing apainat the SHITH YOUAGER. There wore two or
three onrs oub by the time Me. Coyne reachad the lifeboat; howewer, rouing

sd not been effectives. Mro Coyme, the Thira Officer, grabbed a steering
oar and cttemphed to work the beat away from the S5 S5MITH VOTAGER when it
appeared that the lifeboat was going under the counter. Thd sweep ear was
used in an oar lock.

39, Befors thy lifeboat £illed with water, the efforts of Mr. Coyne, tho
Third Officer, to steer the lifeboat with a sweep oar wore somnwhab
guccessfule Approwimately three oars were being used to rew the bont ob
this tima, The First O0ficer was in the bow of the boat, the Second
Officer waa in the center of the boat and th: Third OCficor was in Lo
gtern of the boate It was un'tmiewn whether or not the plug wes in the
lifeboat but Mr. Coyne had chacked the plugs in Houston and found them to
be cleer and working properlye. After tha beat filled with water andl
gwampzd, Mr. Coyne, the Third Officer, suggesbed that the msn who could
sirim should jump out and hold on to the side of the lifeboat., Jown T
Gorey, machinist, Jemes Wright, the boatswain, John W, Krainc, the
elsctrician, Herbort C. Temnsy, able seaman, and Roy L. Periins, oo
Radio Officer, got out of the lifeboat., Aftsr Gorsy was oubside the
lifoboat, in tha woter for approximately one hour, he became exhausted and
was helnred back into the boat. '

O, The M/S MATHILDE BOLTEN hove into view and approached the lifeboat very
slowly, headsd into the sea and swell, The MATHIIDE BOLTZN bad lifelines,
ladders, and cargo nots over the sida and also o hzavy nylon hawsor stretched
the length of her hull, Thz MATHILDE BOLTEN had a light cargo of auntomobiles
and was rollinz considerably with a 27-foot freeboard. As the MATHIIDE
BOLTEN approached the lifeboat, that vessel threw the boat a line. The boate
suain, James Vright, who wes in the water with Mro. Coyne, cwam forward and
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and wens out e e tho linc.e o the ”ﬁT”ILDH DOLTHT eane closer it
Thyer onothior Vine wiod ir. Coyne atbamnled to swim ouft and et et
one snd athacih it tn the ctern of the 1id ooo&t. oring the laot
nomeybe, wnljo the liivhont wan broadnide with ine ?JOle nide of
the boat touvard the HVTITION SGLRTts port cidey s

the lifchont omd ecavriod % roidly nlonsolde e LTI
Coyne turned cround ond gaw fhot the lifchonrt van coming o
Rim between thie boat and tho shirp, 80 he started AR
liveboat ag facy ~o ne covld.  Uvon roscening tne

nowner that wos ohreiched alons the olde oi the

Lo orders or inzimections nad been dlosued to tho in
and fo 2Avance nrej :ationﬂ nad becn made In e
noramnel to the w0 BOLDHT.  After ihe 1l
side tne chin o Lew members of ihe eyew inpcd
and car o neds ond b
1th fae weve.  Wue next tine vhe no:?.t cone un, cooe ol e erowmenbers
2in bricd to ab ihe ladders and earco nebs but the ceshinstion ol tre
le of the soz hitting she side of the boot and The distrimmticon of
welght with a number of she crew on the iaboard gide of thin lifehost cavcoed
it oo cupﬁl Ze ﬁ few of the crowmienbers were oen the outhonrd 2ide looning
beck sy Tar ag whoy could attenrsing to halance
Tirgt fesietant fnpincer, e Gllbert, the Sccond Aoclgtant

L '|}CJ_J

4

a7 sereambling un Then the Lifebaor ’“nx.rd donm

1

(o4 .!:.!O:';.to o 4

1

ai n
e , .
Perling, the P“dLO Oificer, and one ahle georman were gome of Uhe porsons
I

repnining on bhe nort gide of the lifeboat. iAfser it cancized, come

trne crewmonbers riphted the lifebost by muiling on the keel wnd juard roils

Pre MATTILDE BOLNAT sterted baking the men on board at 15%9. Iy 1627 cﬂ.

ol the survivors and the four deceosed had been takon on board sne
0 nets and lag

ROLTHT.  Some of the men were aule to climb up the onzg
to the declt of the MATUILDE ZCLTER Other occupants of the lifeboot vere
noigted te the decl: of the FATI IJJ ToLE by the means of lines.  Soveral
crownenbers of the FLTHILDE BOLTIN went down into the lilel Oot aad inte the
water So ascist the curvivorse Iorert Iinke of 1100 Platesy
Cruz, Colifornia, who wes gerving on hoard tine L/S RN
boy, o one of the crewmombers vho went down dhe side of the
the lleads of several curvivors out of the water and aticched line:
of tne personc in the 1ifevoct.

11, Ifre Coracliug D, J. Veenstrs, tie Chiefl Dngineer, had kheen
auietly in the after ﬂart of the wozi beiore 1t consined. e s
to be crushed between the lifebost And the side ol the siuin

while luensing o a line lrom the NRTELDG DL, After
righted the First Acsistant Engineer, lz. Saha, observed
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boly flosting face downward. The lost tire that Hr. Ssha hod seen the Chief
“nginesr wos vaon he woo sitting in the after end of the lifeboat. After
the Uhief Eagineer's body wes retrieved, he was lying on his back with blood
cowing from hoth sides of his mouth. 3rs Veenstra was burded at seast 1349
on 23 December 1964 from tue /S MATITTIDY BOLPEK at 19° 1214, 64° 541 at
the request of hisg next of kine

Lo, hile lir. Sidney Ssha, #he First Assistant Engineer, was nssicting the
other erewmemters in rigating the boat, Iir. George L. Davie, oller, come up
vnder hiz amm, pulling on his lifejacket. Ifr. Davis was manbling inconerently
ond the First Ascictant Eagineer was unable to undersiand anything that he
said. lir. Saha tried to pull him up by his walst end get him on %op of the
boat but while doing this Mr. Davis collapsed in his arms, apnarently dead.
1r. Davis had at one time been observed between the 2ifeboat and the side of
tie ghip by Donald J. Covert, sble sesmen.

lir, 2li Jones, Third Ccok, wos obsexrved to fall bvetueen the lirebost snd the
ship while henging to a line ox the carge net on the gide of the E/S ILTILDE
BCLTIH by lDonzld J. Covert, able gesman, lir. Perkins, the radio olficer, saw
Hr. 21i Jones ot cone +imeafter the boat ecaypsized floating on his back with his
face severel inches under water. Hie oyes were open end there was no movenicnte.
Wive or Len minutes before the host copsized John T. Corey, machinist, had
observed Mr. Ili Jones, in the after part of thc bost, nraying

lir. Vernon M. Brown, stewsrd~utility, was obgerved by John Y. Kralne,
electrician, between the liTehoet end the gide of the ship ag the boat ceme
up ogeinst the ship several times. Donuld J. Covert noted no visible crush
narks on Fr. Brown and he was given respiration in one of tae messhells on
board the HaTIILO®E BCIMEI. It was rovorited to Ir. Perking, Redio Oflicer,
that Mr. Brown scrambled up to a ladder on the cargo net almost to the Ceck
of the I.THILDE H0LAEN when he suddenly let o eznd fell back inbo tae watore

The bodies of lirs Ceorge L. Davis, MNr. Bli Jones, and lir. Verncn li, Brown
were *ummed over to a mortuary at Ssn Jusn, Puerto Rico., The ceuse of Ihelr
death ss listed on the deatl: certificate wae "gue to drowvming'.

L%, Verious members of the crew indiented thet they had recelved ocuts,
brolses, legevations and abrasions. Three men were placed im the hosplial

of the FyMITING TULMM. They were Connie Ca LicCalla, mespman; AJlfved Lva,
messmany end Joseph H. Charles, Tireman/woiertender. Josepn F. Cherles

did net have any snecific visible injurica; howvever, he ran a lemperziure
for a while and had chills and suffered from shock, Lester L. Carruth,
able seurmcn, spons most of the time thot he was on the ILVIWILDY BOLITET in
a bunk in the carpenterts rcom. JAllfred Iio wse hospitelized as a remalt of
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an ulcernted 1o eovdition affer it was discovered on board the IMATHTLDY DOLAET
that e man's legs were bhandaged. Connic C. HMeCella wes aosnitelized for a
guapecied broken cellor bone and injuries to his wrist and chest. Soon zfber
the crewmembers were in tihc lifeboat Coniuin Mohle stiuwed and fell on the
bridge deek and gsusteined a cut on his forchead. Pirst sid wan administered
by Lr. Jaclzon, the Milrd Of{icer.

W,  Aiftor all persons were in tire lifchoat, lir. Juckson, the Third Hate,
went into thie cppine reom and secnred the watertisht door between the
engine room and the shaft alley which e Jound te be cuwene. There weo 10
water in the ensfine room. 1. Jachkson wvent to the meschsll end found that
one of the rortnolez wasz oven and thnt thoe meschezll wag flooded. The
weathertiyht deor ou the mein decl: storbosvd side, forsard, had becn
digosrorbled sovercl veyeses prior to the lagt $1in of the 55 SLITD YO GIR
tut was reasrenbled without being renaired hecause ithe naris were nod
cvillable on the shipe After fthe 89 SHITH VOYAGER listed on 20 Decerter
196%, the door on the starboard side leading to 4he outside let water Tun
tarough i%.  The dogs were seoured butdaylisht woo vizible botween the
edsos of the deore he westhertirnt door on the sterboord side leading

aft also lealzed ond nermitied water to enter tine nidshin kousc. Cn the
moraing of 25 December 1964, the Third LBLO, Fire Jaclcon, vent 1wt0 pEA
and 53 hatches end obscrved thet o2 and 5 lecders had carried awey on b
sterboard side ond that 2 Tecder hod collanged imrardly oa the nort cid
Grein was gpilled ocut vo the sterbeord side ol e nold around fhe feo
It apneared to Lir. Jackson tha’ the iceder had disintesrzied. 1he shects
of plywood had beconie dislodped allowing the wall on tie asr on the
gvarboard clde %o collzpse. A1l of the grain had gnilled ont in the uiner
Itween decl: and had gone to $he starbosrd side., The list of the GIT
YOYAGER, a2t the time of the inencetion by ilr. Jacheon, wags 35 to 38 deorecs
to starpoard. :

v,

45, The U, 5, Cosg* Cuard Cniter aecaliy (o Vl-)77) arrived in ithe viciniiy
of the SIIITI VOYAGLR atv or abeut 0910 on the morning of 21 December 1954 ~ud

e Norwegdan vessel, m/S TECEE =N ’TLR, wirtlefl had been stending by denorted
the seencs The Captain, the Third lete, znd the two shle sesuen were renoved
Trom tne 95 SITH VUYIOGMR by the ROCILYAY'e nulljn{ vost on the altermoen of
21 December 1964 st 1700 or 1730, The -trencier we & accornliened Ly the
MOUH‘J\Y’v boat, & 26~foot lionomoy, with a crew of tuelve ren. 4t the tire

? the tranczfer the wind was approximately 30 lmots, the girics overcagt, and

the swells 20 to 25 feet., The 335 SuI0H VOVAGHER wes lying in the trough,
"oort side to windward, aud heeling to starbesrd approximately 35°. ITer main
deck munwale wag under water and her Loot deek wag poing vnder periodically
ag vhe veasel wallovwed. air drops hod teen nmade by two airplenes the previous
nisht but the robber roft that the 898 ST VOYAGER received had corriea away
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“t hed Been hept run oub to leewvard ghoud

in tiie eavrly 2liernoon.
thirty Teet froa the S0ITH U

USCOE TOCKAVEY uniil 2% Deccmber 1964 when they were transferred Yo the
US0CC SPIECER. On 2b Docember 1964 4ne westher eubglded somewhat and a
boarding party from the USCCGC SIPELCER including the Third liste &#nd the
two eble sesmen went aboard the S8 SLITH VOTAGLH. The three crowmembers
of the 58 SHITH VOUAGER remained aboard that vegsel until 25 December
1964 when they trencferred to tae Tug ISARINTA upon its arrival from
Fernumda, Thne Faster was also trensferrcd io ¥the FARIILL. The Tug LILBE
from the Azores arrived the following morning, 26 December 1964 and the
55 SHITH VOYL0IR nroceeded toward DBermuda in tow. 4%t 0723 on 27 December
1964 the S8 SMITH VOTAGER senk in pogition 28-30W, 503,

=
=
L

LG. The crew of tne S5 SUTTH VOTA0ER did not replace i+ deep tank covens
prior to loading 4 hatch above thems It could not bve determined 1i they
were replaced by the etevedores. Avnroximately four hours ore renuired fow

a gang of four or five men to reploce and secure by bolting in place the

four deep tenk covers in 24 holds The size of the openings to itne geep

tanks were approximately 20'x 20'. The coveyrs werc secured by bolts around
the edge. The izanholes were approximatoly 2 1/2' in length end 1 1/2 to 21
in widthe. During the loading operstion, lir. Uoine, Third lMate, inspected

the trimning holes in the upper 'fween deck to insure tiuat tne covers hed
been removed. ‘The covers nad been slid to the side. The big owening cover
“to 54 deep tenk hod also been slid to the gice. Ir. Coyme dia not xmow
whother or not the cover to the deep tanks was replaced after it had becn
1oaded with sraine When lir. Coyne, Third liate, ingpected ;% deep bterks prior
$o loading, ne found a great deal of rust before the tenks were clezncds bud
no signs of secpage or water aad did not obgerve any indentations or
buckling.  lunber i deep tenks were again inspected by the Third lote, ke
Coyne, after snifiving ooards had been ingtalled and the tanks were clesned.
Burlap was placed sround the dilge suctions in the deep tznks. ILuxens,

4.B., stuffed burlap up into the suction lines as far as possible prior to
loading the corso. ‘

47, The log bvocks and some of the ofTicer!s }icenses were logt and were not
rotrieved. iire Sghz, the First Asalslont sngineer, had the enrineers! llicenscs
but he lost them during roscue operations. Some of the Mateg! licenzes were
siven by Ir. Coyne, the Third Hebe, to the Captain who put them in his bog.

The licenses wore later rcturned by the owners. While the 85 §LI1I VUTAGER
was being obondencd on 20 Decenber 1964, the Cantain was on the cabin deck

and handed down to lir. Coyne, on the boatl decl, one big satchol end a black
briefcase. He dropped the large s.ichel down %o liv. Coyne, and said, "ihis
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ien'{ too inmortont”, and iir. Coyme honded that bag to an 4.5, The Captain
then said Lhst, "this is the important bag," meoning s blsock thick one. Lirs
Coyne suogested thot the Ceptain tuck the bleck bag inside hig belt. The
satehel was vloced in the lifeboet but was found %o contain only some
cigerettes and personal articles belonging to the Captaine The laster retained
the briefease which was about four inches thick. Beiore leaving the S5

S:ITE VOYAGER and zoing fto the USCGC ROCKAIAY's hoat on 21 December 1964,

the Capiein pleced one log book in a package which was throvm overbozrd,
atiached To a ring tuoy. This package becane dislodged ond the log boolt

came awey from the package. The Third Mate, Mr. Jaciccon, had one of the

log hoolks in an attache caese with his papers. Le made 1t fast Lo 2 ring

buoy and as the pulling boat from the USCOC ROCKAIAY come alongeide to

talie then off he threw it overboard. The DOCEMAT's boat 2% one time

wag near ohe of the logs but was umable to reach it wdith the beat looks.

The SHITH VOTAGLR wes telng cet down on the ROCKATAY'c hoat renidly and

the boat had to rove. Iir. Coyne, the Third Hate, took with him & thin zmell
briefcage buclkled in his belt, containlas his perzonal wapers. The Second
liate was able to tale a sextant with him. The eagine wéom los remoined in
the log desik draver. Lir., Perkins, the Radio Officer, wez able to $ale with
him the radio log shects ond copies of the messoges bransmiited by him.

48. TFive lifejackets Trom the 85 SHIGH VCVAGER were retrieved by the USCGC
ROCEAWAY. Three of these lifejecizets bore the stencll murldng SUTMT VOVAQER
and two bore the stencil marking SIITH CRUSADER, Four of these lifejaclets -
were worn by the survivors removed from the SHITI VOYAGER by the LOCIVIAY!s
boat. The fifth lifejacket was wrapped around one of the packages

plcked up by the RGCILWAY's boat. One of the lifejacliets marked SEITHI VOTACER
was last stamped in January 1961 and did not have vinyl protecied kapok inserts.
Four more lifejackets were rectained by crevmenbers of the S8 SHITT VOVAGER

and brought back to Lew York by them where they were given to the lational
Maritine Union and later produced before tne Marine Board of Invesiization.
One of these lifejackets was merked SHITE CRUSADIR and the other lifejackets
were marked SHITH YOYAGER. The lifejacket morked SIITI CRUSAPIR did not

have vinyl protection over the kapok insert. This lifejacket was last

gtamped Tampa,. Florids, in August 1964,

The lifejackets marked SHITH CRUSADER had been transferred from thet vessel
to the S8 SHITI VOYAGER in Palermo, Sicily, in Jamuary 196%. The SITTH
CRUSADER was sold for screp at Palermo, Sieily, and the vessel had on

~ board some storec including lifejeockets which were transferred to the 38
SHITH VOYAGER when the $3 SMITH VOVAGER stopped in Palexmo for anvroximately
12 hours in the eerly vert of 1964%. ltos; of the SKITH CRUSADER's lifeischets
were stored in an after store room of the £S5 &I VOYLCER. The S§ SIITI
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VOYACER had a sufficient mmber of lifejackets for sach crewnmenmber without
counting the lifejackets from the S5 SMITH CRUSADER placed in the store-
room and most of the lifejackets from the 55 SMITH CRUSADER were not
stamped during the bi-annual inspection at Tampa, Florida in Aupust of 196h.

19. The evaporator of the 55 SMITH VOYAGER was not operating properly at

the time the ship sailed from Houston, Texas, on 12 Dacember 196l and the
gngineers wexre unable to properly repalr it during the trip. The evaporator
had not operated properly on several prior voyages and wWas subject to con-
tinuel trouwnle., In every port the 53 SMITH VOYAGER had to take on fresh vatere
On the previous trip of the 53 SMITH VOYAGFR, the evaporator which is rated

at 20 to 25 tons per day, was producing 10 tons per day. The evaporator was
openad up by the engineers and the tubes were found to be badly salted. 1In
attempting to break of f the layar of salt, the enginsers found that the tubes
nad previously been mamuslly pulled and that some of tha tubes on the bottom
were bent and were not properly spaced. The improper spacing prevanted the
scale from falling from the tube nest when the tubes were shocked and cleaned.
The 85 SMIiTH VOYAGER was using approximately 20 tons of water per day on its
passage from Houston to Freeport. The evaporator was in operation in Houston
bot it did not make enough water to keep up with the consumption of water,
gven in port. Although the Master of the SS SMITH VOYAGER testified that be
instructed the Chief Engineer, Mr. Veenstra, to dump any fresh water overboard
on the passage from Houston to Freeport, that he did not nsed, thers wWas 1o
water "dumped overboard" to the knowledge of any of the surviving crewmenbers
of the SS SMITH VOYAGER.

£0. Before the SS SMITH VOYAGER was sbandoned on 20 December 196k, it was
noticed that the tarpaulin covering 4l hatch was raised several inches. It
could be seen that some of the hatch boards under the tarpaulin were diglodged
to some extent. At first, it was assumed by the Captain and some of the crew-
members that the bulging in the #); hatch cover was due to a leak in # hold
allowing water to enter and causing the grain to swell, The slight bulge in
the hatch cover did mot increase, however, and the bulkhead of #t hold, which
was clearly visible from the engine room, was not bulged., There wWas To grain
in the water around the 55 SMITH VOYAGER to indicate that a large rupture had
occurred. Although #lU hold was covered with four tarpaulins some of these
taypauling had small holes in them. The tarpaulins remained in place for
seven days while seas were washing over #, hateh, There was no visible change

" in the position of the hatch boards and the grain showed no further evidence

of expansion.

%1, After the SS SMITH VOYAGER grounded on 9 December 196 while shift-

ing from Jacinto Terminal to Coodpasture Elevator, water was found in
the el oil settling tank on or about 10 December 196l causing a 1oss of
steam pressure in the bollers The fusl in the settling tank had been
pumped. from #3 starboard double bottom tanks prior to Tinding water mixed
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with the fuel. After water was discovered in the starboard settler,
Mr. Gilbert, Second Assistant Engineer, waited eight hours to determine
if the tanks were leaking after the grounding, but found that there was
no rise in level in either the starboard settling tanks on the double
bottom from which the fuel had been pumped. The contents of the settling
tank, approximately 400 barrels, were pumped into #5 starboard double
bottome. Mr. Gilbert, the Second Assistant Engineer, was of the opinion
that the water got into the fuel system from the ballast system since
the ballast pump had previously been used to pump the bilges. After
the water was discovered, the Chief Engineer, Mr. Veenstra, directed
that the bilge pump be used to pump the bilges instead of the ballast

punpe

52. In the summer of 1963, a cargo of bagged flour had been damaged by
water in #4 hold of the SS SMITH VOYAGER. After the cargo damage, no
leak could be found by inspectlon although the clapper valves in the
drain lines leading overboard through #4 hold were replaced. In the
earlier part of 1963, sppraximately 27 plates had been replaced on the
bottom of the 53 SMITH VOYAGER while it was in dry dock in Galveston,
Texas. Most of these plates were bottom plates in way of #2 and #3
holds.

53, On 3 December 1964 a fire occurred in the brushes on the outboard
generator, so Mr. Cromwell, the night engineer, started the inbosard
generator and secured the outboard generator. After a few watches the
inboard generator ceased to function properly. The governor failed to
control the speed of the generator and, the speed of the inboard generator
was controlled manually for two days by the steam supply valve until the
outboard generator was cleaned end the brushes were renewed. With the
inboard generator on the line the circuit breaker tripped from overloading
as winchea were being used. Several blackouts cccurred end the condition
of the inboard generator was reporped to the Master by Mr. Cromwell, the
night englneer. The inboard generator at one time overspeeded and blew
out numerous light tulbs and damaged the condensate pump motor due to
excessive voltage. The governor off ‘the inboard generator was digmantled
before the 5S SMITH VOYAGER sailed from Houston. Repairs to the inboard
generator were started upon departype from Houston qnd were completed the
day before arrival at Freeport. '
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~ Conclusions -~

1. That the csuse of the casualty to the extent determinable vas a
combination of factors occurring in the fellowing sequence:

(a) The ship was overloaded which reduced lier reserve buoyancy
and reduced her ability to survive the adverse sea condi tions
encountered.

(v) The cargo of wheat was inadequately and improperly stowed
which permitted the cargo to shift due to the ship's rolling
resulting in an initial 1list of approximately 10° to starboard.

(¢} At this point the grain feeders in j2 snd #3 holds which
were apparently of inferior design and conslruction collapsed
gpilling grain to the low side of the ship causing an additional
ten deprees of list.

{(d) Due to the vessel's overload of carmo when the ship developed
sn approximate list of 20°, the weathertight doors and ports in
the midship house were partislly submerged and leaked which caused
additional unsymmetrical weight to be added in the midship house
on the main deck increasing the list to at least 30°,

(e) ‘The water which came aboard through the weathertight doors
and inadequately secured ports eventually found its way below the
moin deck and contributed to the sinking of the vossel by
progressive floodinge "

(£) The water which lealed into the ship through the rudder shaft
packing gland due to the deep draft of the vessel flowed into the
shaft alley because the watertirsht integrity of the steering enpine
room and the ship had been compromised by the orew in effecting a
temporary means of dewatering the steering engine roome This water
contributed to the progressive flocding of the ship and the eventual
loas of the vessel,

». That there is insufficient evidence to pupport a finding that cracks
existed in the shell plating. Although one crewnember thought that some of
the water running down the starboard shell plating in the engine roomy

{from the spaces above, appeared to be a spray of water emanating from a
crack, there is insufficient evidence to show that a crack existed at that
pointe Although the glightly bulged cover of #+ hatch initially gave the
crew of the SMITH VOYAGER the impression that a crack had developed in

way of #+ hold to cause a swelling of the grain, there is no evidence ‘to
support such a concluslon. The bulge did not subsequently increases There
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was no evidence of any bulging of the forward bulkhead of #4 hatch, which
wag clearly visible from the engine room, and no indication of any bulged
shell plating, There was no grain in the water to indicate a rupture of
sufficlent size to allow awelling grain to fall from the #4 hold, 1t 1s
probable that the bulge 1n #, hatch cover was the result of the dynamic
force of the grain against that portion of the cover as the ship listed
and rolled, '

3. That there is evidence that the failure of the Joint in the main steam
line was due to a blown gasket, This failure contributed to the cagualty
by preventing the vessel from maintaining headway and proceeding on s
favorable course to minimize the effects of the sea and the list., It is
most probable that the blown steam joint was due, (a) to the nuts being
loose on the studs; (b) to poasible carryover of the bollers due to the
excessive 1liat; or (c¢) to abnormal stresses placed on the ateam line by
the gevere 1list and rolla, .

4s That there i evidence that the leakage of sea water through the porte
holes on the starboard side and the weathertight doors installed on the
main deck, atarboard side, greatly contributed to the casualty, It is
believed that had these doors been watertight doors in good operating
condition the effects of the list of the SS SMITH VOYAGER would have been
materially lessened and the ship would probably have been returned to
port,

5s That there is evidence of misconduct on the part of Frederick W, Mchle,
the Magter of the SS SMITH VOYAGER; (1) in that he wrongfully sailed from
Freepori, Grend Bahama, B.W.I., on 15 December 1964, with the applicable
loadline of the SS SMITH VOYAGER submerged in sea water; (2) in that he, on
12 December 1964, at Houston, Texas, wrongfully failed to take reasonable
care to prevent the SS SMITH VOYAGER from departing from her loading port
with such an amount of cargo that the vessel was unable to complete its
intended voyage without submerging its ppplicable loadline when taking the
necessary fuel; (3) in that he, on or apput 9 December 1964, wrongfully failed
to report the grounding of the 53 SMITH WOYAGER in Houston Ship Channel on
9 December 1964 to the Officer in Charge, Marine Inspection, U. S. Coast
Guard, Houston, Texas; (4) in that he, on 12 December 1964, wrongfully failed
to take reagonable care to prevent the SS SMITH VOYAGER from being loaded
at Houston, Texas, with a hogged condition; (5) in that he, on 15 December
1964, wrongfully failed to enter the draft of the SS SMITH VOYAGER in the
vessel's log upon sailing from Freeport, Grand Bahama Island, B,W.I.; and
(6) in that he, while testifying before this Marine Board of Investigation,
on 5 January 1965, wrongfully made a false statement under cath, to the
effect that he had fresh water dumped overboard at ses on the passage from
Houston, Texas, to Freeport, Grand Bahama Island, BuWela, on or about 14
December 19640 []
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6. That there ig evidence of negligence on the part of Frederick W. Mohle,
Magter of the SS SiITH VOYAGFR, (1) in that he, on 20 December 1964, while

the SS SUMITH VOYAGER was at sea, failed to exercise proper command of that
vegsel by allowing the members of the crew to leave that vessel after a list
developed; (2) in that hey on or about 20 December 1964, while said vessel

was at sea, failed to reguire measures to be taken to maintain the engineering
plant and to attempt to correct a list that had developed; (3) in that he,

on or about 16 December 1964, while said vessel was at sea, failed to teke
reasonable care to maintain watertight integrity of the S8 SMITH VOYAGER,
after a hole was burmed between the steering engine room and the shaft alleyy
thereby contributing to the sinking of the 83 SHITH VOYAGER; (4) in that he,
on 20 Decemver 1964, while said vessel was at sea, failed to take reasonable
care to maintain all ports and weather deck doors properly secured, thereby
contributing to the sinking of the SS SMITH VOYAGER and the loss of life of
four crewmembersj (5) in that he, on 12 December 196k, mailed from the Port

of Houston, Texas, without taking reasonable care %o sepoertain that the
necessary generators of the SHITH VOYAGER were in proper operating condition
(6) in that he, on 15 December 1964, failed to determine and record the
freeboard and draft of the SS SMITH VOYAGER upon sailing from Freeport,

Grand Bahama Islend, B.W.I.s3 (7) in that he, on 12 December 1964 sailed from
Houston, Texas, with incorrect stability calculations of the SS SMITH VOYAGER,
gaid incorrect stability calculations resulting from his failure to include
cargo that was loaded in the upper 'tween deck of ;1 holds and {8) in that

he, on 9 December 1964, while the 55 SMITH VOYAGER was under way in the Houston
Ship Channel, maneuvered that vessel in such a manner as to cause it to ground
on the edge of the channel,

Although there is evidence of a misynderstanding as to whether the pilot
ordered a slow aheed bell or a sidw gsotern bell before the ship veered to
starboard, the Master was in the wheplhouse and should have detected

trouble in the offing with a slow eatern bell while releasing the tuge. The
Master had excused the quartermastep and was himself at the wheel. He was in
the best position to deteot improper orders relating to the rudder position
and engine speed or incorrect responses to those orders.

T« That there is evidence of a violgtion of 46 USC 85 by submerging the
applicable loadline of the 53 SMITH YOYAGER in sea water approximately nine
inches at Freeport, Grand Bahema Islgnd, B.W.l., on 15 December 1964, A
report of violation has been prepared and submitted to the Commander, Third
.Comat Guard District (m)s )

8. That there is evidenoe of violations of 46 USC 658 by John Fe Fitzsimmons,
Vice-president in Charge of Qperations, Rarl J. Smith & Company, George We
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Macleod, Marine Superintendent, Farl J. Smith & Company, and Frederick We
Mohle, Master of the SS SMITH VOYAGER, by being parties to sending the S8
SMITH VOYAGER to sea in such an unseaworthy state that 1life of personnel was
likely to be thereby endangered. The vessel was sent to sea in an over-
loaded hogged condition, with the inboard generator and several pumps
inoperative, with the evaporator operating improperly, with insufficient
distilled water for the boilers, with too much cargo to permit sufficient
fuel to be carried for the intended voyage without submerging the load=
1ine marks en route, with leaking air ports and weather deck doors, wW.th
grain fittings unable to withstand the force to which they were subjected
and without proper precautions being taken to insure that the covers to #L
deep tanks were secured in place. The instructions issued by John F.
Fitzeimmons, Vice-President in Charge of Operations, in his letler to
Captain Mohle, dated 27 November 196l;, that upon arrival at Vizagapatam

or Madras the vessel must be "on proper marks" with no instructions regarding the
draft sailing from prior ports is tantamount to authorizing the overloading
of the SMITH VOYAGER on departure. '

9, That there is no evidence that any personnel of the Coast Guard or any
other govermment agency or any other person contributed to the casualty,

10. The testimony of Donald J. Covert, A.B., to the effect that his life-
Jacket became completely watersosked eo that it weighed 25 pounds and
immediately sank when he removed it is unreliable and of insufficlent
probative value to support a finding cf fact. Although three lifejackets

of the 83 SMITH VOYAGER that were recovered were not protected by the

plastic covering and some of the lifejackets bore the marking "SMITH CRUSADER"
instead of "SMITH VOYAGER®, the lifejackets were in serviceable condition.
Some of the 1ifejackets evidently suffered damage and wear during the
abandonment and rescue operations when persons wearing them wers holsted from
the water by their lifejackets. There was 2 sufficient number of lifejackets
on board the §S SMITH VOYAGER and some of the crewmembeys wore iwo life~
Jacketsa, '

1. That the absence of complete, grajn-tight fore and aft shifting boards,
or any requirement for them, throughout the entire length of all hatches,
particularly in way of the hatch aquares, contributed to the initial list by
gllowing the carge of bulk winter wheat, which was not completely trimmed
and did not entirely fill all spaces to the overhead, to shift to a greater
extent than would have been possible if the hatches had been so fitted.

12. That this casualty might have been prevented had the engineering plant
snd the main engine been maintained in operation to keep the S3 SMITH VOTAGER
on a favorable course and speed amd to pump water, fuel, and ballast. The
one long rifgof the general alarm bell evidently set in motion a chain of

L
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events which led to the engineering plant being prematurely secured and the
vessel sbandoned, No efforts were made to run ihe main engine even after
the nuta on the leaking Joint had been tightened.

13, That the loas of life of the four crewmembers after being caught

between the lifeboat and the ship during the rescue operation might have been
prevented if inflatable liferafts had been available and used for abandon-
ing ship., Efforta to handle the lifeboat with three oars were unguccessful,
Lack of leadership prevented a reasonable attempt to manage the lifeboat.

14, That the rescue operationa by the M/S MATHILDE BOLTEN were conducted
in an efficient and creditable manner with many individual acta of heroism
exhibited by the crewmembers who went down into the water to assist the
gurvivors aboard, At least five of the crewmembers of the MATHILDE BOLTEN
were working on the net to assist the survivors, Some of them went down
the net, held the heads of some of the survivors out of the water, and
placed lines around scme of the occupants of the lifeboat while the boat
was gurging against the side of the ship.

15, That the recommendations of Mr. perking, the Radio Officer, that the
radic operator's chair should be fagtened to the deck, that a stationary
signal light in addition to the hand held signal light should be installed,
and that a copy of the noon position report should be transmitted to the
radio room for ready reference, have merit and ghould receive further
conaideration. In addition to the requirement that a copy of the noon
position be furnished the radio room, it is considered that a requirement
that the noon position be transmitted’ to some responaible person or agency
guch as the vessel's owner or the Coast Guard would be beneficial to the
proper operation of ships and would promote safety of life and property at
gea,

= Regommendationg =

1., That conasideration be given to amending the grain cargo regulationsa
to require one or more shifting boards extending the complete length of
each hatch, including the hatch square, when carrying grain cargo and to
require that acceas to spaces outside the feeders be provided in order
that the feedera may be inspected after loading.

2. 'That consideration be given to an amendment of the applicable regulations
to require watertight doors on the main weatherdecks on sea~going carge ships
in the future, in ileu of the weathertight doors now allowed,

3. That consideration be given to a requirement that the radio operator's
chaira be secured to the deck,
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Le That consideration be given to a requirement that the noon position of
ocean going ships be transmitted to a responsible person or agency as
suggested in conclusion number 15.

5. That further studies be made in regard to loadline marks to determine
the feasibility of limiting the loading of a vessel by meking both the
loadline marks and the draft applicable,

6. That the information in this report be made the basls of further studies
of the overloading situation in major bunkering ports with a view to the
posgible prevention of overloading by expanding enforcement facilitles or
additional statutes or international agreements.

7. Thet further investigation under the suspension and revocation
proceedings be initiated in the case of Frederick W. Mchle, the Master
of the SS SMITH VOYAGER, concerning his part in the casualty.

8. That a copy of this report be referred to the U.S. Department of
Justice for action under 46 USC 658 against John F, Fitzainmons, Vice-
President in Charge of Operations, Earl J. Smith & Company, George We
MacLeod, Marine Superintendent, Earl J. Smith & Company, and Frederick

W. Mohle, Master of the SS SMITH VOYAGER who, were parties to sending the SS SMITH
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