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From: Marine Poard of Tnvestigation; South Amboy Explosion
To:  Commandent (MVI)

Subj: , Report of Investigation of explosion at South amboy, New Jersey

! 18 ey 1950,

Findings of Fact

1. An explosion of munitions and dynamite occurred at South ADbBOY,
‘New Jorsey at approximstely 1826 EST on 19 Moy 1950. The explosion occurred
while munitions were. being transferred from railway cars to lighters at the
pier known locally as the “powder pier® belonging to the Pennsylvonia
Railroad and extending from the Pennsylvaenia Roilroad coal yard at South

“amboy, N.J. to a point approximately 460  yards, 237° true from lighted bsacon

‘R4RITAN RIVER 4. The explosion caused extensive damnge to structures and

~dwellings in the nearby ares, extend ing to Woodiridge and Perth amboy, N. J.

and Stoten Island. As a result of the explosion 5 persons were ¥illed snd
have been definitely identified, 26 persons are missing and presumed to have
loat their lives, 52 persons were admitted for in~potient treatment &t several
loocal hospitals and 150 persons roceived emergency first aid treatment for
@~ injuries sustzined.

(a) The identified dead aro:

1.
2
3.
4.
5.

(b)

1.
2.
3.
4.
5.
6.
T
8.
9.
10,
1.

12.
13,

14'-
15.
- 16,

Walter Sullivan, 203 Mudison St., Hobolken, N. dJ.
Robert Whitcomb, 473 No. Warren Ave., Brockton, Moss.
Syvert Hagen, 214 Carrol St., Brooklyn, N.Y.

Henry Jacobosky, 196 Broadway, Rrooklyn, N.Y.

Dade White, 116 East 108th St., New York, H.Y.

The porsone missing and presumed dead are;

Joseph C. Santon, 80 Harrict Ave., Bergenfield, N.J.
Michael Walla, 250 Van Pelt St., gstaton Island, N.Ye.
Vincent Raducha, 99 Nicholas ave., Staten Islend, N.Y.
%iilliam Healing, 340 Herrick Ave., Teanock, N.da
Frank Healing, 166 Clendenny AVG., Jersey City, Nede
George Ackerloy, 427 Jersoy Avo., Jersey City, N.d.
William Colyer, 56 Peurl 8t., Oceanside, L.T., N.Y.
Hugh O'Neill, 233 East 176th 8t., Pronx, N.Y.

Bjarnc Hausvik, 727 57th 8t., Brooklyn, N.Y.

Jumes Hart, Loroy Pl. & Scudder iave., Copiague, L.I,, NeYe
Frank Boncek, 276 Sumpter 8t., Brooklyn, N.Y.

Barold Craig, 272 9lst St., Brooklyn, N. Y.
Penjomin Walling, 346 40th St., Brooklyn, N.Y.

Edward Havlicok, 44-01 69th St., Woodside, Lels, HeYe
John Rinn, 313 Ninth 8t., Jersey City, NeJde
Bugene F. Healing, 2600 Hudson Hvd., Jersey City, Ned,
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K 17. Frank J. Rinn, 243 Grand St., Jersey City, N.J.
18, Jamcs Riley, 15 mldwin ive., Jorscy City, N.J.
19. Charles Lynch, 308 Freeman ive., Jersey City, N.J.
20. Frank Cinelli, % Warner Ave., Jersey City, N.J.
21. Chestor Campbell, 2554 Hudson Blvd., Jersey City, N.J.
22, William Harrison, 300 Montgomery St., Jorsoy City, N.J.
23. John Xrenitsky, 260 Duncan ive., Jersey City, N.J.
24. Maxim Forbos, 822 Jowett St., Staten Island, N.Y.
- 26. Raymond /ckorley, 90 Bright St., Jersey City, N.J.
- 26. James Burnss, rcsidence on the ROMERT HELGER, anthony 0'Boyle Company
- 2 The lighters involved were: EUCENE F. HEALING, GECRGE J. HEALING,

JAMES HEALING and KENNETH E. HEALING all of which were completely destroyed
in the explosion.

(a) The EUGENE F. HEALING, official number 211477, was & wooden hulled,
single serew, diesel propelled inspected lighter of 97 gross tons, owned bty
Healing & Sons and operated by the James Healing Company of 75 Monigomery
Street, Jersey City, N.J. The vessel wos bullt in 1913 at Paulsboro, N.J.
and was rebuilt in 1942 at Srooklyn, N.Y., and was powered with a General Motors,
Cleveland, Ohio Model D-233-A diesel engine end was last inspected at New York,
K.Y. on 7 June 1948. On the dute of the casualty Bjarne Hausvik of 727 O7th
Street, Prooklyn, N.Y. was master and pilot. Mr. Haysvik held U.S. Coast Guard
license, serial number 78253, issued at New York, W.Y. 12 July 1949, as master
fyf\,of freight and towing vessels of not over TEO gross tons on bays, sounds and
» rivers and as first class pilot for veasels of the sume class and tonnage on
¥ew York Fay and Harbor to Yonkers, Dast River to Stepping Stones, Staten Island
Sound to Porth /mboy, Newark By and tributaries, Raritan By, Rockaway Inlet and
Jamaica Bay. James Hart of Leroy Place and Scudder Aivemume, Copiague, L.I., N.Y.
was chief enginecer on the date of the casualty. Nr. Hart held U.S. Coast Guard
license, serial number 94082, issued at New York, N.Y. on 22 Novomber 1949, as
chief engincer of motor vessels of not over 1,000 horsepower. Other crew moembers
of the vessel on the date of the casualty were: Frank Boncek, 276 Sumpter Street,
end Harold Craig, 272 9lst Street, both of Brooklyn, N.Y. The vessel was certi-
flcated for the waters of the Harbor of New York inside Rockmway Point and Sandy
Hook Lighthouse to Eatons Point and Pecizs Ledge, and tributaries thereto; a river
route and, therefors, unlicensed crew members on toard her were not required to
hold senmens' documents issued by the Coast Guard.

- (b) The GEORGE J. HEALING, official number 225039, was a wooden hulled,
. single screw, semi-diesel propelled inspected lighter of 123 gross tons, owned
by Healing & Sons and operated by the James Healing Company, of 75 Montgomery
+ Street, Jersey City, N.J. Tho vessel was built in 1925 ot Havre de Grace,Maryland,
and was rebuilt in 1931 at Sevennoh, Georgia, and was powered with a Fairbanks
Morse diesel engine and was last inspected at New York; N.Y. on 31 October 1949,
On the date of the casualty George sckerley of 437 Jersey fvemue, Jersey City,N.J.
wag master and pilot. Mr. ickerley held U.S. Coast Guard license, serial number
14102, issued at New York, N.Y. on 13 August 1948, as first class pilot of freight
and towing, steam and motor vessels of 500 gross tons on New York Bay and Harbor

w_" +to Yonkers, Bast River to Stepping Stones, Staten Island Scund to South Amboy and

Princess Bay. Viilliam C. Colyer of 56 Pearl Street, Oceanside, N.Y. was chief
engineer of the vessel on the date of the casualty. Nr. Colyer held U.S. Cozst
ward license, serial number 77687, issued at New York, N.Y. on 8 June 1948, ns
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chicf engineer of motor vessels of not over 500 horsepower without steam
suxiliaries: Othef crew members on the date of the casunlty wore; Reymond

_ sokerley) 90 Bright Street, Jersey City, N.J. and Hugh 0'Feill, 233 Last 176th
Strcet, Bronx, N.Y. 4is the GEORGE J., HEALING was certificated for the woters
of New York Horbor inside Rockmway Point and Sandy Hook Lighthouse to Eatons
Point and Pecks ledge, and tributaries thereto, a river route, her unlicensed
crew members were not required to hold seamen's pupers issued by the U.S. Coast
Guard.

(¢) The JAMES HEALING, official number 201349, was o wooden hulled,
single screw, semi-diesel propelled inspected lighter of 40 gross tons, owned
by Healing & Sons and operated by the James Healing Company of 76 Montgomery
Street, Jersey City, N.J. The vessel wag built in 1904 at Tottenville, N.Y.,
was powered with o Fairbanks Morse semi~diesel cngine and was last inspected
gt Now York, N.Y. on 6 September, 1949. On the date of the casualty Benjanin
walling, Jr. of 246 40th Street, BRrooklyn, N.Y. was mester and pilot. Mr.
walling held U.S. Coast Guard license, serial number 11139, issued at New York,
N.Y. on 13 Felruary, 1948 as master, steam and motor vessels of any gross tons
on bays, scunds end rivers and first class pilot of vessels of the same class
aend tonnage on New York Ray and Hartor to Yonkers, BEast River, Long Island Sound
and Harbors to Little Gull Island, Shelteor Island Scund, Gardiners and Peconle
Bays. On the date of the casualty Edward Huvlicek of 44-0) 69th Street,
licodside, N.Y. was chief enginesr of the vessel. Mr. Havlicek held U.S. Coast
Guard licensc, serial number 93903, issucd ot Hew York, W.Y. on 26 Cctober 1949,
as chief angineer of motor vessels cof not over 00 horsepower. Other crew
members on the date of the casuaslty wers: Jehn Rinn, 313 Ninth Street, Jersey
City, N.J. The JAMES HEALING wos certificated for the waters of the Harbor of
" New York inside Rockaway Point and Sandy Hook Lighthouse to Eatons Polnt and
Pecks Ie dge, and tributaries thereto, a river route and, therefore, the unlicensed
crew members in her crew were not required te hold seamens' papers issued by '

the U.S. Coast Guard.

(d) the XENNETH E. HEALING, official number 227047, was & wooden hulled
twin screw semi-cdissel propelled inspected lighter of 180 gross tons owned by
Healing & Sons and operated by the James Healing Compeny of 75 Montgomoery Street,
Jersey City, N.J. The vessel was built in 1927 at Newburgh, N.Y., was powered
with two semi-diescl Kalsnberg Bros. crude oil engines and was last inspected ot
Wew York, N.Y. on 27 April 1950, On the date of the casualty Joseph Santon of
80 Herriet Avenue, Rergenfield, New Jersey was master and pilot. Mr. Santon held
U.8. Coast Guard license, serial number $3667, lssued ot New York, N.Y. on 3
November 1949, as first class pilot of freight or towing steam and motor vessels of
not over 250 gross tons on New York Pay and Harbor to Yonkers, Bast River to Stepr
ping Stones, Staten Island Sound, Newark By and tributaries, Rariten By and River.
On the date of the casualiy Michael ¥Walla of 250 Van Pelt Street, Staten Island,
H.Y. was chief engineer of the vessel. Mr. ¥Walla held U.S$. Ceoast Guard license,
serial number 4-28820, issued at New York, N,Y, on 29 May 1945, as chief engineer
of motor vessels of not over 200 gross tons. Other crew members on the date of
the casualty were: William Healing, 340 Herrick Avenue, Teaneck, N.J., Frank

Healing, 166 Clendenny Avenus, Jersey City, N.J., Otto J. Ludvigsen, 402 Halstead
Street, Bast Orange, N¥.J., and Vincent Raducha, 99 Nicholas Avenue, Port Richmond,
Staten Island, N.Y. The KEKNETH E. HEALING was certificated for the waters of




£

628-09904

the Harbor of New York inside Rockaway FPoint and Sandy Hook Lighthouse %o
Eatons Point and Pecks ledge, and tributeries thereto, a river routs and,
therefore, the unlicenssd crew members in her crew were not required to
hold seamens' pepers issued by the U.S. Coast Guard.

3. Other vessels moored at piers in the vicinity and damaged in the
explosion werss

(2) The CAPE DENNIS, official number 251264, a non-inspected steel
hull targe of 885 gross tons, built in 1046, owned and operated by M & J Tracy,
Inc., 1 pfroadway, New York, N.Y., cf which Harry Amundson, c/b owners, was
master. This barge, laden with a cargo of coal, was badly demaged by the
explosion.

(b) The G.F. MC CAFFREY, official number 167208, a non-inspected wood
hull barge of 505 gross. tons, built In 1918, owned and operated by jnthony
0'Boyle, Inc., 15 Moore Street, New York, N.Y., of which Charies Fsrsin,

28 2suth Ctreet, New York, N.Y, wes master. Tuls borgo, without corgo, was
aberdonred as a tolal 1uss.

{2} lb¢ Pruns Bros. Coal lLurge No, G2, official nofrnar 172058, a non-
inspocbed wood hull barge of 227 jrows Lons, wiunr of huiid uoknown  oimed
and apserated by Barns Bros., 11 fo=c €2nd Stroet, Fav Yursk, H.Y.. UTade M.

W to. 116 Bast 108th Street, New iovk, H,T. wes moster sid w08t his life in
tie cesualty. This barge, laden wicth a cargo of cosal, was abpndonsd as a
toLal loss.

{(d) The SHARPSHOOTER, official number 167002, a non-insnected wood hull
thrga, 525 pross tons, built 1917, owned and operated by intheny 0'Boyle, Inc.,
15 Moore Strest, New York, N.Y., cf which Jack Kank, 217 West 66th Street,

Now York, N.Y. was master. This targe, without cargo, was abandoned as a
tolal loss.

(e) The ROMERT HEDGER, official number 170175, & non-inspected wosd hull
trrga. 523 gross tenms, Luilt 1928, owned arnd oparated by Anthony C'koyle, Ince,
15 ¥oore Streec. New York, N Y., of which James Barns, same address, was naster.
This- sarze, without cargo, is reported extensively demaged by explosion, fire
and sinking.

(f) The WILLIAM F. MC CORMACK, official number 174248, a non~inspected
wood hull barge, 476 gross tons, built 1920, owned and operated by the Red
guixr Marge Line. 32 Tudor Lane, Scarsdals, N.T., of which Carl i. Martinson,
14 rantrel Avenue, Milford, Corn. was master. This barge, laden with a cargo
of ¢yal, is repcrted a totzl loss.

{(g) The JAJIES O'DONMELL, official number 168024, a non-inspected wood hull
ra-ga, B02 gross tons, built 1920, owned by Louis 0'Donnell, and operated ty
C*Donnell Transportation Go., Ine., both of 44 Whitshall Street, Wew York, N.Y.,
of which Robert Cocks, c/b 0'Donnell Transportation Co., Inc. was master. This
barge, without cargo, was extensively damaged by the explosion and sinking.
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(n) The CHARLES H., BAXTER, official number 170636, a non-inspected wood
hull barge, 523 gross tons, built 1930, owned and operated by Anthony 0!Boyle,
Inc., 15 Moore Street, New York, N,Y., of which Clyde iiilscn, 286 21st Street,
Brooklyn, N.Y. was master. This barge, without cargo, was abandoned as a total
loss.

, (i) The FRED MUNSTER, official nunber 170249, a nen-inspected wood hull
berge, 523 gross tons, built 1929, owned and operated by Anthony O'Boyle, Inc.,
15 Moore Street, New York, N.Y., of which Edward Clark, 88 Eask 3rd Street,

New York, N, Y. was master. This barge, without cargo, was extensively dsmaged
by explosion, fire and sinking.

(j) The CAPE RuCE, official number 171812, a non-inspected wood hull
targe, 559 gross tons, year of tuild unknown, owned and operated ty M & J Tracy,
Inc., 1 Broadwsy, New York, N,Y., of whiceh Carl Peterson, c/a owners, was
master. This barge, without carge, was abondoned as a total loss.

(k) The CLPE SMITH, offiecial number 172120, a non-inspected wood hull
barge, 582 gross tons, year of build unkmown, cwned snd operated by M & J Tracy,
Inc., 1 Broadway, New York, N.Y., of which Michael Ryrne, c/b owrners, was master.
This terge, without cargo, was badly damaged by explesion.

(1) The CiPE BLNIEY, official number 256326, a non-inspected steel hull
barge, 885 gross tons, built 1948, owned and operated by M & J Tracy, Inc.,
1 Froadway, New York, of which Henry Jacks, c/g owners, wos master. This barge,
1sden with a cargo of coal, was tadly damaged by the explosion.

(m) The CAPE EONLIN, officiasl number 257321, & non-inspected steel hull
targe, 885 pross tons, built 1949, owned and operated by M & J Tracy, Inc.,
1 Lroadway, New York, N.Y. Syvert Hegen, 214 Carrol St., Brooklyn, N.Y. was
master and lost his life in the casualty. This barge, without cargo, was tadly
damaged by the explosion.

{n) The CLPE NORTH, official number 172024, a non-inspected wood hull
targe, 641 gross tons, built 1935, owned and operated by M & J Tracy, Inc.,
1 Broadway, New York, N.Y. Robert Whitcomb, 473 No. Werren Ave., Brockton,
Mass. was master and lost his life in the casualty. This terge, without cargo,
was sunk and abandoned as & total loss. :

The above described non-inspected inland barges carried only the master
and did not require U.S. Coast Guerd licensed or certificated personnsl.

No Report of Casualty (Form 2692) has been received on damage caused by
subject casualty to amy other vessels.

4. The munitions involved in the South imbtoy disaster were manufacturez by
the Kilgore Manufacturing Company, Westerville, Ohio, under a contract with the
Pekistan Embessy. In the shipment of the munitions manufectured under the afore=-
mentioned contract the Judson-Sheldon Division of the Hational Car Loading
Corporaticn acted as forwarding agent for the Pakistan Embassy. The Isbrandtsen
Steomship Company wag the ocean carrier via which the munitions produced under
the contract were $ be exported. The lighterage services involved in transfer
of the munitions from railroad cars to the Isbrandtsen stemmship were to be
performed by the James Hesaling Company under o contract with the Judson-~Sheldon
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Captain [ndrew Crinkley, Fer Bastern Representative, Istrandtsen Steamship
Company, asked the Commanding officer, T.S. Haval Ammunition Depot, Farle, N.J.
to advise them as soon as the decisicn was reached.

7. thile the decision of the Navy Department concorning the availability
5f the U.8. Naval facilitics at Barle, N.J. was awaitsd, Mr. Diamond of the
Judson-Sheldon Division of the National Car Loading Corporation was being
pressed by the Kilgore Manufacturing Company concerning the shipment because
of the fact that the cars were already loaded and Kilgore Company wanted to
send the shipment out. Mr. Diamond, thinking thet the Naval facilities at
Earle, N.J. might be aveilable, arranged with the Kilgcre Company to start the
shipment consigned tc the James Healing Company, care of U.S. Navy, Leonardo,
N.J.. Withe the shipment so consigned nc railroad permit was roquired andmne
wes obtained. Mr. Diamond testified that whon he arranged for the shipment

to te started by the Kilgore Manufacturing Company it was his intention to
stop the curs enroute if the U.S. Navy facilities at Barle, N.J. were not made
available.

8. It is clear that at the time Mr. Dismond started shipmont by Kilgore
Company, the Judson~Sheldon Division of the National Car Loading Corporation

hed no assurance that the shipment could be transshipped at the destination

to which it wes consigned. It is likewise clear that neither the Ishrandtsen
Steamship Company nor the James Healing Company had any such assurance.

Moreover, at that time oll three of the aforementioned parties were aware that
the crder of the Commander, Third Coast Guard District blocked this transshipment
elsewhere in the New York Harbor area.

9. The Navy Depertment decided against the use of the Naval facilities at
Farle, N.J. for the shipment, tut ae the decision was raceived at the end of
the week, the Commanding Officer, U.S. Naval Ammunition Depot, EFarle, N.J. was
unable to contact either Mr. Healing or Captain Crinkley over the weekend

13-14 May 1950, and did not succeed in reaching and informing either of them

of the ndverse dscision of the Navy Department before Monday, 15 May 1950,

The Commending Officer, U.S. Maval Ammunition Depot, Barle, N.J. testified

that when advised of the adverse decision of the Havy Department Captain Crinkley
of the Ishrandtsen Steamship Company professed to be greatly disturbed bscause
the railway cars were alreedy on the way, & railrcad strike was looming end

the reilronds had already refused on a preliminery approach, as Ceptain Crinkley
stated, to divert the cars and it locked as if he was stuck with the ship and
explosives and did not know what to do.

10, On 15 May 1950 Mr. Diamond, of the Judson-Sheldon Division of the
Notional Car Loading Corperation, learned that the U. S. Wavy faecilities would
not be available at Earle, N.J. Ho also learned that seven of the railroad
cars shipped by Kilgore Company had arrived at Rutherford, Pa. on the morning
of 15 May 1950, but he was unable to locete the three remaining cars in the
shipment. Mr. Diesmond instructed the Reading Company to hold the seven cars
already arrived at Rutherford, Pa. and alsc to hold the other three cars at
Rutherford, Pa. when they arrived. Following this Mr. Diamond consulted with
the Isbrandtsen Steamship Company and thereafter Mr. Diamond, on 15 Mzy 1950
wrote a letter to the Commender, Third Coast Guard District, (Exhibit No. 117)
in which he indicated that the Kilgore Company was ordered to defer shipment

/
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until 14 Moy 1950 ut, duc %o a misunderstending, some of the cars had been
gtortod eorlier, that some of the cars might be in New York the following cay,
16 May 1950, and requested that the shipment e treated as an emergency shipment
and ‘e allowed to move through facilities previously considered gatisfactory.
This letter roferred specifically to & shipment of approximately 356 tons of
explosives btelng forwnrded to the Pakistan Govermment.

11. Mr. Charles Bertrand, freight solicitor for the Is*randtsen Stesmship
Company, who had booked the Paldiston shipment of explosives was, Lecause it was
his shipment, interested in following it up to seo that it got to the vessel.
Although the shipment was not in the hancts of the Istrandtsen Steamship Company
Mr. Bertrand, becouse of this interest, acted os liaison man for the forwarding
apent, the recelving company, the Pakistan Emhassy and others concerned. Mr.
Bortrand testified that when the word was received that the U.8. Navy facilities
at Earle, N.J. would not te mnde availakle intensive effort was made to have
Raritan Arsenal handle the shipment, tut that slsc resulted in failure. Mr. .
Bertrand stated that according to his information Judson-Sheldon ordered the
railroad to hold the cars from the Kilgore Manufactaring Company somewhere
around Harrismwrg, Pa. ond through a misunierstanding at Harrisburg 3 of the
cars had gone through Harristurg ond wore almost in New York. According to

Mr. Portrand this crsated a prollem of whet to do with the cars hecause, he said,
they had to e unloaded in alout 48 hours and, as they could not "just bod around"
or Le left standing in railway yards something had tc be dones Mr. Bertrand
tostified that et this time other railroads in this area were in & somewhat
chaotic condition Lecouse a strike on the Pennsylvenia Reilroad had placed an
atnormally heavy traffic joad on them. This, according to Nr. Bertrend, wes a
possible explanation of the fnilure of the railroad to stop all of the cars at
Harrishurg as instruected.

12. Following the writing cof Ir. Diamond's letter of 15 May 1950, MNr. Bertrand
telephoned the office »f the 3rd Coast Guard District concerning Mr. Diemond's
letter and was referred to Ceast Guard Headquarters. He telepnoned Coast Guard
Headguarters in Washington and spolee to someone there whose nome he could not
recall and read and discussed Mr. Diamond's letter. He was told that Coast Guard
Headquartors would take the ratter under ndvisement but was given no decision

at that time.

13. On 17 May 1950 Mr. Diamond's jetter of 15 May 1950 to the Commander,

Zprd Coast Guard District was answoered bty a jetter from the Chief of Staff, 3rd
Const GQuard District. The Chief of Staff's reply stated that the office of

the 3rd Coast Guard Distriet couldnot grant an exception to the policy of the
Commandey, 3rd Coast Guard District, who was absent on account of illness and
unable to reply direectly, tut the matter had been referred to Coast Guard
Headquarters ty telephone and that office had indicated that it would authorize
this one shipment to be handled at South Amboy, N.J., with the clear understanding
that the authorization was for one shipment only and did not constitute &
precedant on which future requests might be made {Page 172 R.).

14, The one shipmsnt referred to in the aforementioned letter of the Chief
of starf, 3ra Coast Guard Distrietd wes plainly the shipment deseribed in Mr.
Diamond's letter of 15 May 1950 as being already on the road, consigned to the
Pakiston goverrnment.
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~~ 15, Follewing receipt of the letter from the Chief of Staff, 3rd Coast
Guerd District Mra. Diamond instructed the Reading Railroad to direct the oars

<~ in the shipment from the Kilgore Compeny to the Pennsylvanie Railroad for
forwarding to South Amboy, NeJe At the same time Mr. Diamond applied to the
Ponnsylvenie Railroad for a special permit and wes granted Permit ERX-112
which permitted shipment of the munitions to South Amboy, Nede, from Belmont,
Pa,, the point at which the cars were to be delivered 1o the Pennsylvania
Railroades Seven of the cars were routed via Belmont in accordance with
Mre Diamond?s instructions but the other 3 cars which had not been stopped
at Rutherford, Pa., as directed, were not re~routed until they arrived at

*» Elizabethport, NoJo on 18 May 1950 still headed for their original destination
of Leonardo, NeJ,

4 16 While Mr. Diamond was making arrangements for the shipment of the
munitions from the Kilgore Company to the Pakistan government, Mr, Thomas N,
Curtin, Traffic Manager of another dapartment of JudsonSheldon, was handling
the details of a shipment of dynamite to Afghanistans Mre Curtin had been
informed of the schedule of the SS FLYING CLIPFPER early in May 1950, on a date
which he testified was prior to the Sth of the month, and at that time discussed
with the Isbrandtsen Steamship Company booking a shipment of 45 tons of dynomite
on the SS FLYING CLIPPER. Later in the month the booking wns made firm. After
the booking had been made Mr. Curtin became aware that a Coast Guard order had
the effect of banning the shipmente Although Mre Curtin had at no time been in
communication with enyone in the Comst Guard concerning the shipment of dynomite,
he stated in his testimony that on the momning of 16 or 17 Moy 1950 he learned
that the shipment was to be permitteds He then telephoned the supplier, the

™ Hercules Powder Compony, Who, Mr. Curtin said, also knew the restriction was to

) be lifted, and told the latter to send the shipment of dynamite to South Amboy,
Nede

176 This shipment of dynamite was not part of the shipment of explosives to
the Pakistan govermment described in lir, Diamond®s letter as being already
enroute to the New York area, and for which emergercy treatment had been
requested and granteds There was, in fact, no emergency with regard to this
shipment of dynomites The dynamite was not enroats when the Chief of Staff,
3rd Coast Guard District advised that Coast Guord Headquarters would authorize
one shipment onlye Thus, the JudsomeSheldon Divirion of the National Car
Loading Corporation, having requested emergency treatmont of the shipment to
the Pakistan govermment, which was prematurely sbtarted from the Kilgore plant,
and having secured Coast Guard authorization for that one shipment at South
Amboy, NeJe, thereanfter added to that specified one shipment, 45 tons of

-~ dynomlte of an entirely different shipmente

18, Mre William A, Kenney, Supervisor of Explosives, Eastorn Region,
Pennsylvania Railroad, after having received an application for a special
railroad permit to move 45 tons of dynamite from the Kenvil, N.J. plant of
the Hercules Powder Company to South Amboy, Ee.Je, called the Captain of the
Port, New York, N.Ye to inquire whether or not a Coast Guard permit would be
issued for transshipment of the dynamite at South Amboy, NoJe Mre Kenney
tostified that he was told that if the dynomite was intended for shipment on
the 8S FLYING CLIPFER it was covered by the Coast Guard permit which would
7 be issucde On 17 May 1950 the Isbrandtsen Steamship Company made written

-
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application for a Coast Guard permit to lcad the shipment on the S8 FLYING
CLIPFER ot dnchorage 496 (Exhibit No, 178)s The Isbrandtsen letter listed
the munitions from Kilgore Company and the dyncmite from the Hercules Powder
Company together and, inaccurately, stoted that the entire shipment was bound
%o Pokistan for the account of the Pakistan Embassye

19, On 18 May 1950 Mre Philip J. Denning of the Jomes Healing Company
called the Captoin of the Port, New York, NeY. and stated that written appli=
cation was being submitted on that date and requested the issuance of Coost
Guard permits authorizing the transshipment of tho explosives by the James
Healing Company's lightorse Mre Donning wons informed in the telophone cone
versation that Coast Guard permits for the Healing lighters would be issucde
Then later received, the Healing Company's written applications described the
dynamite from the Horcules Powder Compony and the munitions from the Kilgore
Company os “cases of oxplosives", and indicoted no destination beyond the

88 FLYING CLIFPER.

20 The Coast Guard pormits were later issued, actually afber the casualty
ocourred, in confirmation of the telephonic authorization already givene The
Const Guard permits as issued to the Healing Company contained the following
statements "This permit does not waive compliance with applicable regulaticns
issued by cognizant state and/or municipel authoritisse® The some proviso is
contained, in svbstonce, in 46 CeFeRe 146,01-12,

2le The City of South Amboy had, on the date of the casualty, only one
ordinance in the city records concerning the shipment or storing of explosives
within the city limitse This ordinaonce (Exhibit Noe 120) makes it unlawful

for any person or corporation to keep or store more than one carload of
explosives within tho corporate limits of the city without having first obtained
6. permit to do so from the Mayor and Common Council of the City of Scuth Jmboye
The ordinance further provides that all persons, firms or corporations handling
or transferring explosives within the city limits shall be held liable for all
demage to life or property arising out of and incidental to such tronsfers

lMre Philip S. Keegan, Fonnsylvania Railrond Cocl sgent at South lmboy, testified
that the South Amboy ordinence did not apply to the unloading of the 12 railway
cars from which explosives were being transferred to lighters cn 19 Moy 1950

and thet it was not the practice of the Pennsylvonis Roilroad to obtain permitss
from the City of Scuth /Amboy for o shipment of cuplosives being transshipped,

as in the case of the shipment being handled on 19 iiny 1950 In any event, no
pormits were requested of the City of South Amboy by cny porscn and none were
issucde

22. Seoven carloads of the munitions in the shipment from the Kilgore Company
wore started from the point of origin on 13 Moy 1950 The romaining 3 carloads
in the shipment were storted on 14 Moy 1950s 4t the time of shipment a Uniform
Domestic Straight Bill of Lading was prepared by the Kilgoro Company for cach
carload of munitions in tho shipmonte These documents bore the followlng
certifications

“This is to cortify that the above articles are properly
described by name and are packed and marked and are in
proper condition for transportation, according to the
applicable rogulations prescribed by the Interstato
Commerce Commission and the Secretary of Commercce’
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23, Nono of the shipping papors produced in evidenoce before the board
mode any mention of the fact that thero were fuses shipped together with
the anti-tonk mincae :

244 Tho 45 tons of dynomito wore shippod in two carloads by the Heroules
Powder Compony from thoir Kenvil, N.J. plont on 16 Moy 1950.

25, Of tho four Henling lighters omployed in the handling of the explosives

at South Amboy, NeJe on 19 Moy 1950, the KENNEIH E., HEALING had never before

been ugsod in such an operations This vessel, formerly tho HORNELL, wos

acquired by Healing & Sons early in 1950 and after purchaso had beon overhauled

in Todd Shipyard at 17th Street, Hoboken, Neds Late in April 1950 an attompt

wos made to use the KENNETH E, HEALING in o similar explosive lightering operatlon
at South Amboy, but on the way to the scene the vessel developed a lesck and could
not be used, and o scow was chorterod and used in her placeo

26. On obout 1 - 3 Moy 1950 Mr, Josoph Santon discussed with Mr, Chorles Os
Carlaon, owner of the Carlson & Son morine ropeir ship, Stoton Islond, ropairs
to the governors on the somi-diesel engines on tho KENNETH E. HEALING, Mre
Carlson ndvisod sonding the governors to the manufecturer for overhaulings This
wos dono, and when the governors were returnod Mro Carlson sent o mechanio to
nssigt in tho reinstollations On the morning of 17 Moy 1950 Mre Carlson's
meshanic, Mre Moxim Forbes of 822 Jewett Stroet, Stoton Isdond, NeYs, callod
Mr, Corlscn and edvised him that a replocement for e worn out port on tho KENNETH
Ee HEALING'S ongines was required to complote tho overhaulinge The part wos
ordered to be shippod by air parcel post sposial delivery but Mre Joseph Santon,
of the Healing Compony, informed Mre Corlson on the afternocon of 18 Mny 1980
thet the part hoad not arrivede

274 On 17 May 1950 tho Eifler Elcotric Company of 2901 New York Avenuo,
Union City, Ne.Je sont o gang of selectricians to work on the FENNETH E. HEALING
in the installing of o motor generctor for charging the starting ignition
batteries on the vessel's motorss When this job was storted on 17 Moy 1960 it
wos understood thot it was o rush job but later in the doy ‘the eloctricians were
told that thers was no hurry as the KENNEIH E. EEALING would not soil and the
work could be contimed the following deye On “he following doy, 18 May 1950,
the electrioians were told that the KENNETH E. EEMLING would s2il ond it wos
nocessary to complete the electrical work prior to the vessells sailing. later
on the electricians were told thot the electricnl work nced be completed only
on one motors The oleotricians, howevor, being on the job, carried on with the
work ond completed it on both motorse

28¢ While the eloctricions wore on board mechanical repairs wers also in
progress on the engines of the KENNETH E. HEALING, The work had been oompleted
on theport motor boefore the oleotrioians left and the motor was being testeda
The work on tho starboard motor, howover, had not been comploteds Iwo of the
olooctricions, Mre Dante Je Vona, of 34 Now Stroot, Jersey City, Ned., and Mr,
Fmil Margo, of 423 &venue Eo Bayomns, Neds, who had finished the electrical
work on tho KENNETH E. HELLING's motoras, tostified that thoy sew o mon standing
on the dock who spoke to them when thoy were leaving the vessel ot about 0100
EST on the morning of 19 May 1950, Mre Vena stated thot this man was a strange
looking character who apoke stupidly and did not appear to belong on the vessel
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Both of those electriocions wore shown o recent photograph of William Frayne
Amann, merchant scomen Z-678740, later roforred to horoin, ond neither
exhibited any signs of rocognition of that person.

29, One of the electricians, Mre Morga, stated thot os he wns leaving the
KENNETH E. BEALING the port motor was being tested ond there were spoarks coming
from her oxhouste Ho stated that o spark obout % inch in diometer and somewhot
in the form of o snowflake, hod landed on his jocket as he wos erogsing the
vessol!s decke The electricians testified also that while they were on board
other work on the KENNETH B, HEALING was being porformed by cerpenters and
painterss :

30, Mre Charles O, Corlson, of tho Carlson & Son, Staten Islond, N.Y,,
tostifiad that on tho afternoon of 20 May 1950 he visited Pier 3, Hoboken, Hede
where the KENNETH E. HEMLING was loonted whon Mz, Forbes wns on boord working
on the governor, and that he was told by an unidentified watchman there that
the KENNETE E. HEALING hod been towod cway from Pier 3, Hoboken on the mérning
of 19 May 1950, No wotohmon was found by the boord who could confirm this
gtotements

3ls On the morning of 19 Moy 1650 tho Hoealing lightors arrived at the powder
pier ot South Amboy, KeJe, ot the following times: Tho EUGENE F. HEALING at
0615 ESI, the JAMES HELLIYG ot OB50EST, and tho GEORGSE Jo HEALING and KENNETH
E. HEALING both at 0710 EST, The lattor two vessels arrived one alongside
the other and, upon reaching tho plor, the GEORGE J. HEALING moored to the
pier snd thon the KENNETH E., HEALING backed, under power of ot loast one
engine, into the berth astern of the GECRGE J. HEALING.

32, Ernest R, Stacy, Chief Enginomon, USCG, attached to ond serving in the
office of the Capboin of the Port, New York, NeYe., wos on the powder pler at
South Awmboy, NeJ., and in tho vicinity theroof off ond on during the day dr
19 Moy 1950s Staoy's duties in the office of the Captain of the Port, New
York, N.Ys, included checking magazinoes on vessels; inspections of loading
ond handling of explosives and issuance of explosive permits, under the direc=-
tion of the Captain of the Porte On the morning »r 19 Mey 1950, Stacy, in
nocordance with ordors of the Captain of tho Port; proceeded to South Amboy,
Neds, to inspect the explosives hondling operatioa cn the powder pier in the
Pennsylvania Conl Yarde ' ,

33, In tho last war the Coast Guard, os o port of 1lts wartime port seourity
funotions provided complete “Explosive Loading Details" to supervise, control
and mannge looding or unloading of military explosivess In poacotime supere=
vision and control over commorcinl shipments of explosives is required to be
excarcised by porsons assignod to thot duty by the owner, charterer, agent or
mester of the vessel concorned as provided in 46 C,F,Re 146402~17e The Const
Guord administers and enforcos the regulations applicablo to peacetime com=
mercial shipments of cxplosives on vesscls as provided in 46 C.F4Re 146401 to
46 G F.Rs 146428, inclusiva. The Const Guerd peacetime enf'orcement of the
aforementionod regulations is acoomplishod by boardings or inspections of
vessels hoving explosives on board or engaged in loading or unloading ex-
plosivess Such Const Guard boardings or inspoctions do not relieve the pere
sons designoted in 46 CeFeRe 146,02-17 of their responsibilitiese
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%4, In the ccsos of the oxplosives which wore involved in tho disaster ot
South Jdmboy, NeJa, on 19 lny 1950 IMr. Fronk Rinn, omployed by the Jomes
Henling Company, was the person under whose observation and direction the
explosives were being locded on the Heallng lighterss

35, PFcllewing his arrivel on the pier ot Scuth JArboy, Ned,, ot about 0830
EST, 19 Moy 1950 Ernest R, Stacy, Chief Engineman, USCG, ehccked the cargo
gear to be used in the transfer of the explosives from the railway ocars to
lighters before the tronsfer wos commencede IHo also noted that the conditions
of the coses contoining the explosives was good, that fire hoses were led out
with woter on the hosos and that snfety precautions regording smoking wero
being observed. Stacy boarded the KENNETH E. HELLING bocause she had rocently
beon acquired by the Healing Company and he had nover visitod her beforee In
the coursc of his boarding of the KEINETH E. HELLING he visited her engine room
and saw no work in progress there ot that time. Howsver, becausc tho orew of
the vessol were oll sleoping in ot that time, due to having worked the night
befora, Stacy wns unable to say definitely whether lr. Moxime Forbes who had
boon working on tho engines proviously was still on boords He could have been
on boord and asloep in the crew quarters at tho timo Stacy woas on boords

Stacy remcined in the vicinity throughout the day and inspectod the operation
soveral times during the daye Hia lost visit to the pior was for o few mimutes
at about 1900 EST nfter which, at about 1910, he loft the scens and started
for homo,

36+ Upon his orrival at the pier in the morning Stacy informed either ifre
Frank Rinn, the Healing Sompany stevedore boss, or Mry Fugene Healing, Vicew-
Prosident of the Henling Company, or both of the aforemecntioned persons, that,
in order to minimize tho concentration of explosives, the Captain of the Port
desired thot not more than two cors be placed on the pier at one time oand that
loaded lighters be moved awny from the plore Stocy also informed Hr. Philip

S, Ksegan, Pennsylvania Railrond Conl dgent at South Amboy, in the office of
the latter, that only two cars wore to be permitiad on the pier. Mr, Keogan's
testimony on whot he wns told by Stacy is inconsictent but it is clear that the
instructions given by Mr, Keegon to the Assistont Train Master, Mrs William N
Prics, did not mention sny limit on the number of cors to be placed on the docke
The instructions given to Mry Price by M, Keegnn were to the effect that the
cnrs wore to be spotted on the pieor in accordansc with instructions elther
from the Const Guard or the Healing Compony. Moo Prico testified that the

cors wero aotuanlly spotted on the pler in accordance with the instructions of
Mr, Fronk Rinn of the Healing Companye

37, Stacy at about 1300 EST, 19 Moy 1950 spoke to ¥r, Fronk Rinn, the Healing
Company stevedore boss who wes supervising the operotion for the Henling Company,
concorning the moving of the two lighters, the JAMES HEALING and the EUGENE Fe
HEALING, which were then either finished or obout to finish loadinge Stoaocy
told Mre Rinn that the Captain of the Port desired that lighters be removed

as soon os finished so a8 to minimize the omount cf explosives at the pler.
Stncy thought that ns o result of this conversetion the lighters were to depart
from the pier and he later saw them underway near the cuber end of the pler but
did not know that they had moved only to the end of the pier until he sow them
moored there several hours later, At about 1900 EST, just prior to leaving the
pier and sterting for home, Stacy spcke to Mre Eugene Healing concerning the
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loaded lighters moored at the end of the pler, tolling Mr. Healing that they
should depart right away. Mre. Hecling said that he would see that they
departed right awny., The two locdod lighters were not moved and were still at
the pier when the casualty occurreds

38, Stooy testified that the handling of the oxplosives ot South Amboy, Nede,
on the date of the cosuslty wos very ocorefully performed and that the operation
wog one of the most safely handled that he had seons

39, Mr, lustin S%clto, employed by the Penmsylvania Roilrosd Company os o
supervisor of loading ond unlooding of explosives, errived at the powder pier
ot South Amboy, Neds, ot about 0600 EST, 19 May 1950 Mr, Stolbte's duties

were to see that the pier was in proper shape, to see thot red flogs were ploced
on the pier, to see that fire hoscs with running wator wore led out, to aee
that everything was properly and safely handled and to keep records on the
loading and the times of arrival and departure of the lighters. Mre. Stolte,
although he was a supervisor employed by the Pennsylvania Railroad, indicated
thet he was undor the impression that the Coest Guard was responsible for
checking the identity of persommel on the lighters loading explosives at the
railroad pier and that either the Const Guard or the Healing Compeny employeos
were responsible for preventing other vessols from mooring to the Pennsylvania
Roanilroad pier ot which the cxplosives wore being transferred to the lighters,
Mr, Stolte was on or in the vicinity of thoe powder. pier throughout the day up
until the time of the casualty, Mre Stolte testified that when the crew of

the KENNETH E. HEALING wont to eat on the GECRGE J, HEALING he noticed ao
stranger among them whom he had not scen before and he was identified to lMre
Stolte as a "machinist", but no further particulars or rceson for the mon's
prosence wors given to hime Mr, Stolte testified that in itransferring the
oxpiosive: from the railwny cars to the lighters; roller convoyors were used

ir “ha railviay cars and on the deck of the lighters, with wooden chutes used
f¢» vassing the cases from the door of the railway cars to the decks of the
1igntors,

40, Ty Fennesy?vanic Railrosd hed a Pennsylvania Railrond Police guard ot the
aparen~h wo tho -~cwdsr Pior where the explosives were being transferred to the
lighterss The function of this police watch wos to prevent uncuthorized persons
going on the pier and to take maotches or other uizaubhorized articles away from
persons working the job before being allowed on tho niere. This police wotch
was maintoined by Sergeant “illiam Jo Crozier, Fonnsvivenin Railroad Police,
from about 0845 EST until about 1500 EST, 19 May 1950, when he was relieved

by Potrolmen Luke J. Lyons, FPennsylvania Railroad Police, who remained on the
sceno uwntil the time of the explosions DBoth of the cforementioned stood their
watch in the vicinity of a shanty looated about 175 to 200 feet inside the
Pennsylvenie Railroad conl yoard from the land end of the pier.

4l. Smoking was not permitted on this pier or anywhere nearcr the pler than the
nbove-mentioned shanty at which the police watch was maintained.

42, Cooking fires were rogularly used on the Hoaling lighters while handling
explosives., However, on 19 Moy 1950, meals were not prepared on the KENNEIH E,
HEALING 28 the crew of that vessel ote on the GEORGE J. HEALING on that date,
Time was token for meals for about one hour st noontime and ngain between about
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1700 and 1800 ESTe The crews of the vessels ate on board the lightors and
other personnel, sbout eight in number, went ashors for their menls.

43, On the morning of 19 Moy, 1950, the first five railway cars arrived ot 0850
EST, Those cors were CN 524683, NP 15515, CB&Q 22739, NKP 5131, and PIE 5326,
Two of these cors, CN 524683 containing 500 cases of anti-personncl mines and
NP 15515 containing 900 cases of dynamite, were spotted on tho powdsr pier,
The other three cars were pleced in the "tug pocket" at the next pier scuth of
the powder pisre CN 524683 diseharged into tho EUGENE HEALING, starting ot 0855
EST and finishing at 1000 EST, ¥NP 15515 discharged into the JAMES HEALING -
etarsing at 0900 and finishing at 0955, When the first two cars were unloaded
the three cers stamding in the "tug pocket," at the next pier, were placed

on the powder pier. These weroe cars CB&Q 22739 containing 900 cescs of
dynamite, NKP 5121 containing 500 ceses of anti-personnel mines, and P & LE
5326 containing 1000 ceses of anti-tank mineso, NKP 5131 discharged into the
EUGENE Fo HELLING, beginning at 1010 EST and ending at 1215 ESTe P & IE

5326 discharged into the GEORGE HELLING, starting at 1130 EST and finishing at
1235 EST, CBQ 22739 betwcen 1010 EST and 1050 EST discharged 400 cosos of
dynemite into the JAMES HEALING nnd between 1220 EST and 1250 EST completed
discharging the remaining 500 casss of dynnmite into tho EUGEWE F. HEALING.

A% about 1330 EST tho scvon romaining cars in tho shipment, CMV 86014, CM
526988, ERIE 77953, GMO 26137, WM 29174, LTSF 148703 and CN 521959 arrived

and woere placed on the pier and tho five empty railway cars which hoad prewv-
iously been discharged were remcvede These laat sevon cars each contalined
1000 cascg of anti=tank mines and were discharged as follows: CN{ 86014 into
tho KENNETH HEALING beginning at 1340 EST and onding et 1456 EST, CM 526988
into the GEORGE HE.LLING beginning at 1345 EST and ending ot 1505 EST., ERIE
77953 into the KEMNETH HEALING beginning ot 1305 EST and ending at 1610 EST.,
GMO 26137 into the GEORGE HEALING beginning at 1315 EST oand ending at 1625
EST, WM 29174 was startod into tho KENNETH HEALING ot 1615 EST but discharge
was not complebed, ATSF 148703 wns started into the GEORGE HELLING ot 1635 EST
but was not comploted, CN 521869 wns carmcrked for the KENNETH HEALING bub
its discharge wns not storted prior to the explosione

44, Tho situation about 10 to 16 minutes prior to the explosion was as followses
Tho woanther wng overcaost, with intermittent light rain and attendant reduced
visibility, wind generally northeasterly, forcc 8 to 10 miles per hour, tem=
percturc 48 degroes F. Thers were moored ot the outer and east end of the
powder pier, on the scuth side, the EUGENE F. HEiLING and the JLMES HEALING,

the EUGENE F. EEALING being moored port side to the pier and the JAMES HEALING
moored alongside and outboord of the EUGENE F. HELLING, The two aforementioned
lightors had completod londing several hours earlier and thelr cargos were
oovored with tarpoulins lnshed in places, The JAMES HEALLING had a cargo of 1300
cases of dynamite on deck and the EUGEWE F. HELLING had 500 cases of dynamite on
hor forward dcck and 1000 cases of anti=persomnel mines on hor after deck,
forward of the deckhousce On the same side ond about the center of the pler
there waa moored the KENNETH E. HE:(LING, Tho oxact omount of cargo which was in
the latter vesscl is not known, but it was all anti-tonk mines and all on decks
At tho some gide and at the imnner end of the pier there was moored the GECRGE

Je HELLING which alsc had only anti-tank mines on board, 1000 cases of which
wore stowed in the hold, On the pier there were seven freight cars, three of
which wore coupled togother and soparated by a distance of o few feet from the
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othor four which wore also connccted in a strings The three oar string wos
opposite the berth of the GEORGE J. HEALING and the two of'f-shore cars in

the group wore ompty. The inshore car was porticlly empby and the anti-

tonk mines remaining in it wero being transferred into the GEORGE J. HEALING
The féur car string of cors was opposite the borth of the KENNETH E. HEALING.
The two offshore oars in the group of tho four wero emptye Ihe next cor inshore
of the two empty coars was partly omphy, ond the anti-tank mines romaining in

it were being tronsferrcd to the KENNETH E. HEALING, The car on theinshore

end of tho four car string wes full but the door of it had beon opened in pre-
parntion of the intended transfor of its contents to tho KENNETH E. HEALING.

45, At obout 1803 EST, with the situation as described above, Mre Luke Je
Lyons, the Ponnsylvania Reilroad Police Patrolman on duty ot the inshore end

of the pier moved his automobile from the position where it wos parked, about
100 feet londwards from the shanty where Mr, Lyons wos stending his watche

The effect of this move wns to place the car at a point somewhat nearer the
shanty ond, at the same time, to turn it around so thot it was honded awny
from the pior instead of hended townrd the pler os it wos prior to the movas
From the now position of the autoncbile o complete view of the pier wos blocked
by the shonbys At about 1805 EST Mre Lyons, according to his testimony, onlled
to Mr, Stolte, the Pennsylvonia Roilroad Explosives Supervisor and invited Mro
Stolte to share r sondwich with him in Mr, Lyon's ouvomocbilee At this time,
Mre Lyons sow smoke coming from the oxhoust of the KENNETH E. HEALING, but, he
said, he thought nothing of it ond it gave him no couse for alarme Mre Stolte
end Mre Lyons entered Mr. Lyon's nutomobile, o 1987 two-door Chevrolet, and,
after cating sondwiches or drinking coffee, remained in the automobile talking,
with Mr, Lyons seated on the driver's side of the front gseot ond Mre Stolte
seated in the right-hand side of the rear secote In this situation, the pre=
viously mentioned shonty was obout 25 feet in back of the outomobile with the
powder pier about 176 to 200 feet farthor to the rears At about 1826 there wos
a bright flash followed by a single very loud explosione Ths orea wes either
jnundated or sprayed with watery the arca was showered with mud and flying dow
bris, and & hoavy mushroom shaped cloud of groyish to black smoko rose from the
scems of thoe blngte &lthough the automobilo in which they were sected was
badly damaogod, Mce Lyons ond Mre Stolte surviveda. When they got out of the
automobile ond the eir had cleared enough to ses, there was no sign of the
lighters or tho ralilwny carde The pier was derclished and there wans no other
living person in sighte A summary of tho damago to structures is contained in
Exhibits Nos. 161, 162, ond 1636

- 48 The anti-persomnel mines on the EUGENE F. HEALING did not detonate en masse

in the dxplosion, A great mony of them, some practically intact and others
broken in varying extent, wore blown in o dircection over the port quarter of
the EUGENE F. HEALING and toward the American hgricultural Chemical Plant into
o fairly well defined sector to the northwosts

47 The main parts of o Winton diesel, identically the same as that known to
have been on the EUGENE F. HEALING, were found in the same orea ofter the oosue

alty. The crankense and number one cylinder of this engine bore some signs of
breakego from withine This engine wos viewed by the Board and testimony on the
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possibility of a crankcase explosion having occurred in it was heard from sev-
eral witnesses. After considering the evidence very carefuily the Board finds
no indication of internal damage to the engine that could not have been caused
by the explosion of the dynamite around it and which drove the crankcase a
distance of about 400 yerds into the yard of the American Agricultural Chemical
Plant,

L8, Also found in the same general area in which the anti-personnel mines and
the engine parts were found were two "Propane" cooking gas tanks which were de-
livered to the EUGENE F. HEALING on 15 December, 1949. One of these tanks
showed indication of having been ruptured from within but there was no evidence
to show whether or not this occurred before or after the explosion of the dyna-
mite and munitions. : '

L9. After the casualty an underwater exploration was made by U. S. Navy divers
upon request of the Board., The results of this survey, which did not discover
anything of particular significance, are shown in Exhibit No. 143, appended to
the record of the investigation,

50. The anti-tank and anti-personnel mines involved in the disaster were manu-
factured by the Kilgore Manufacturing Company in accordance with specifications -
supplied by the . Pakistan Embassy. These specifications were described by Mr.
Dan H. Robinson, Works Manager of the Kilgore Compuny, as U. S. Army specifica-
tions dated either 1942 or 1944. By arrangement with the Department of the Army
the services of Mr, C. J. Bain, Chemical Engineer, Picatinny Arsenal, were se- :
cured and the latter was directed by the Board to proceed to the Kilgore Manu~
facturing Company'!s plant where the munitions were manufactured and there to
inspect samples of the snti-tank and anti-personnel mines being manufactured un-
der the contract with the - Pakistan Embassy; to examine the materials used in
their manufacture; to inspect the methods of packing of the munitions; to ob~
serve the practices and procedures followed at the plant and to return and re-
port his findings to the Board. Mr. Bain visited the Kilgore plant and upon
completion of his inspection appeared as a witness before the Board. Mr. Bain
stated that insofar as the raw materials uscd in the manufacture of the mines
were concerned, they were of good quality and wery obtained from reliable
sources. He testified, however, that during h's visit to the Kilgore plant

he observed what he considered questionable practices. ith regard to the anti-
personnel mines he stated that the threads were not very well cleaned before

the detonator booster delay element was screwed inlo place and that he had
notad metal bodies or projector cases of the mines bearing marks of inspectors!
approval which were rusty, The points jnvolved being that the film of explosive
between the threads on the detonator booster delay clement could be hazardous
because of possible pinching of the explosive between the metal surfaces and

the possibility of rust in the mine cases becoming dislodged as scale cutting
intoc and causing friction in the black powder propelling charge enclosed in the
silk bag below the projectile, With regard to the anti-tank mines, designated
by the Kilgore Company as "M1Al" mines, lr, Bain stated that these were not
M1AL mines according to U. S, Army nomenclature, He stated that the anti-tank
mines produced by the Kilgore Company were more like U, 5. Army "1t mines than
any other but because of a difference in the assembly of the detonator were not
exactly the same as U. S. Army "ML" mines, The Ml mine as manufactured by the
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U. S, Army had substantially the same type of case as the Kilgore mines and,

as assembled, contained only the T.N.T., explosive charge with a cavity for 5
the insertion of the fuse., These mines were packed five to a six~compartment R
box with five of the compartments containing one mine each and the sixth com- '
partment containing the five fuses for the mines, Thc fuses had three main
parts; a mechanical striker assembly, a primer or detonator about the size of

a .32 caliber revolver cartridge, and a booster charge of approximately 65

grams of tetryl. Thus, if a fuse lacked shear pins or if a detonator were
overly sensitive and were actusted by shock in handling, the tetryl booster
would be certain to fire and most probably would fire the remaining four de-
tonators and booster charges in the same compartment. As the fuses were packed
with the explosive pointed toward the outer end of the box and away from the
mines in the same box, the effect of firing all five detonators and boosters in
one box would mainly be registered outside of the box and could very possibly
detonate mines in an adjacent box,

51. About the first of July, 1942, the Army had three carloads of this type

of Ml mines explode at the Elwood Ordnance Plant, The cause of the explosion
was not determined bubt it was established that just prior to the explosion the
last box was being driven into the third car to wedge it tight, After the afore-
mentioned casualty the U, S. Army redesigned the Xl mines and removed the tetryl
booster from the fuse assembly and placed it in the cavity in the mines. The
effect of this change was to place both the T.N.T. main explosive charge and

the tetryl booster in the mine case and to reduce the fuse to the striker assem—
bly and the small primer or detonator and thus meterially reduced the guantity
of explosives likely to be detonated if a defective primer or detonator fired
prematurely. The mine thus modified was designated as the MIAl.

52. The Kilgore mines, although designated as MiAl had the booster charge as-
sembled together with the detonator fuse as in the U, S, Army Ml mine, Thepe
was, however, a significant difference in the assembly of the primer or detona-
tor of the Kilgore mine as compared with the U, S. Army M1 mine which the Kil- ~
gore mine otherwise resembled,

53, The detonator of the U. S. Army ML mine vias formed by telescoping, one
within the other, two metal cups both contairsag explosive, The outer and lowep
of the two cups was slightly larger than the ianer and upper cup which fitted .
into it, the open end of the inner and upper ¢up being pressed into the open
end of the lower and outer cup in a close fit, At the time of bringing the two.
cups together the lower cup contained a small quanbity of tetryl which had been
formed into a pellet of the proper size and then pressed into place. The upper
cup had at the top of the closed end a primer compound, below that a small quan-
tity of lead azide and at the open end of the cup a small quantity of tetryl,
Thus when the upper cup was inserted into the lower cup the tetryl at the open .
end of the upper cup was brought into proximity with the tetryl in the lower cup.
Due to the fact that the tetryl in the lower cup was inserted in the form of a
pellet there was reduced likelihood of any of the tetryl being left lodged on
the inner surfaces of the cup and because the imner surfaces were cleaned prior
to joining the cups the possibility of explosive being lodged between the side
surfaces of the cups was further reduced. In any event if any explosive did
remain between the surfaces of the cups that explosive would be tetryl and not
lead azide, a more sensitive explosive,
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5Ly In the Kilgore assembly the lower cup was loaded with tetryl and also
lead azide, the latter being toward the open end of the cup., This combina~
tion was then pressed into the cup with 10,000 lbs. psi pressure. As the
tetryl in the Kilgore product was not formed in a pellet prior to insertion
in the lower cup the effect of the pressure was to reduce the volume of the
explosive in the cup. As the lead azide toward the open end of the cup had
its level reduced in the pressing of the explosive into the bottom of the lower
cup, the inner wall of the cup was very likely to heve lead azide left deposi-
ted on it between the originnl level and the final level. &s the inner wall
of the lower cup was not cleaned prior to inserting the upper cup there was a
distinct possibility that a thin film of lead azide could remain between the
outer wall of the inner cup and the inner wall of the outer cup. In this re-
spect the detonator of the Kilgore mine differed from the U, S. Army type

Ml mine, In other respects the Kilgore mine designated "MIAI" was similar

to the discontinued U, S. Army !M1. type mine, which was not made by the U. S,
Army after 1942,

55, The Kilgore fuses were packed in the sixth compartment of a six-compartment
case with the longitudinal axis of the fuse parallel to the long dimension of
the box and with the explosive charge toward the end of the box, away from the
mines in the same box, The fuses were fitted with safety forks and encased in

a cardboard tube similar to, but less rigid than, the common form of meiling
tube, These cardboard tubes were a feature of the packing supplied by Kilgore
and were not called for in the packing specifications, The tubes were not a close
fit and each fuse had an air gap of approximctely 1/4 inch all around it within-
the tube. The fuses were placed within their compartment so that each fuse had

‘approximately 1/2 inch end-play between the end of the wooden box and the parti-

tion separating the fuse compartment from the adjacent compartment containing
a mine, The fuses werc packed in two tiers one over the other, As the width
of the box was such that each tier could hold three fuses and only five fuses
were packed in a box, three fuses in one tier and two fuses in the other, the
sixth space was filled with an empty cardboard tube of the same type as those
in which the fuses were enclosed, As the cardboard tubes were of relatively
light construction there was a definite possibility of the empty tube collapsing

" in handling with the result that added void spuire would be available within which

the fuses could shift, Also, the partitions d.viding the wooden box into six
compartments were of 9 x 8t x 3/16 inch cerdioird, Mr. Bain stated that he con-
sidered the boxes of anti~tank mines, as pacie® by the Kilgore Company unsafe
for shipment, ir. Bain stated also that he considered that the booster charge
should be removed from the fuse as was done in the U, 5. Armmy modified M1 mine,

56. No approval was obtained from the Bureau of Explosives for packing and
shipment of the fuses together with the anti-tank mines as described above,

57, Mr. William G. McKenna, Chief Chemist, Bureau of Explosives, who also
visited -the Kilgore works states that he was not favorably impressed with the
packaging of the anti-tank mines at that plant, He saild that, to his mind, the
partitions in the boxes were very unsubstantial and that, in handling, the
whole contents of the box could move, which is not good practice for an explo-
sive package,
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58, Mr, William G, lcKenna also examined samples of dynamite taken from the
days! runs at the Kenvil, N. J. plant of the Hercules Powder Company which pro-
duced the dynamite involved in the South Amboy, N. dJ., explosion and he stated
that he found the dynamite perfectly normal and safe for transportation under
normal conditions,

59, TFollowing the casualty, on or about 20 May, 1950, William Frayne Amann,
merchant seaman, Z-678740, arrived on the scene. This individual, dressed in
cotton khaki trousers and shirt and uniform cap with merchant officer's insig-
nia, either Wy misrepresentation or failure to correct mistaken impressions of
his identity, permitted himself to be taken for an officer of either the U, S.
Navy or Coast Guard, In this guise he acted as an authority oa removal of
wrecked vessels from the area, "hen his real identity was discovered he was
arrested and sentenccd to the Middlesex, N. J,, County Workhouse, The Board
finds no evidence that he in any way contributed to the casualty. 4 transcript
of his questioning by Middlesex County, N. J., authoritics is attached to the
record of the investigation as Exhibit No, 115.

60. ifr. Otto J. Ludvigsen, of 402 Halstead Ctreet, East Orange, M. J., who

was employed as a deckhand on the KENNETH E. HE.LING, was not on hoard the ves-
sel on the date of the casualty, Ur. Ludvigsen stated thal he was not on board
because he had overslept on the morning of 19 May, 1950, and did not report to
the vessel at 0330 EST, at Pier 3, Hoboken, as he was due to do, and did not go
to Pier 3, Hoboken until the morning of 20 liay, 1950. He stated that he did
not communicate with the Healing Company on 19 May, 1950; that he heard of the
explosion late in the night of 19 May, 1950; that he tricd to telephone the
Healing Company office on the morning of 20 lay, 1950, and, as he could not
reach the office, he later went there himself. Nr, Ludvigsen stated that there
had been a mechanic named "iax" working on board the KEMNETH E, HEALING on the
evening of 18 May, 1950, when lir, Ludvigsen went ashore and Mr. Ludvigsen was
of the impression at that time that the aforementicned mechanic was staying on
hoard to continue work on the vessel!s starboard engine,

61. The board finds that the James Healing Company and its supervisory employ-
ces enjoyed an excellent reputation of long stunding s being competent and
reliable in hzndling, stevedoring and lighterase of explosives.

62, During the proceadings of the Board refersence was mede to an exhaust stack
on the American Agricultural Chemical plant from which flame is continuously
citted, The stack in question is approximately 1162 foet from the outer end
of the powder pier and about 700 feet from the land or inner end of the pier,
The stack is over an electric furnace in the aforementioned plant in which phos-
phorus is made in 2 smelting process. Carbon monoxide remaining from this pro-
cess is disposed of by being led to the exhaust stack, which is about 70 feet
high, where it is ignited and burned, This gas has been burned in this mariner
almost continuously, on 2 2l-hour-a~day basis, since 1935. During that time
there has been nothing to indicate that the flame from the exhaust constitutes
s fire hazard, On the date of the casualty the wind was not blowing toward the
powder pier from the staek. :

63, The Board finds no evidence of sabotage but does not exclude éabotage as
a possible cause of the disaster, '
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OPINION

Based exclusively on the e vidence presented, after full ~and mature
deliberation, and consideration of the many facls developed in the investi-
gation of this case, the Board is of the following Opinion:

1. The actuzl ceuse of the explosion is unknowns

2. The most probablc cause of the explosion is accidental detonation
of & casc of anti-tank mines in a freight car, or while being trons-
fered from a freight car into a lighter, or on one of the lighters,
due to the cases being sensitive to shock by reason of:

(a) The method of asserbly of the detonator;

(b) The assembly of detonator and booster charge in one unit; and

(e} The loose packing of the assembled fuses in the case with the
anti-tank mines,

3, Other possible causes of the explosion are:

(2) A crankease explosion in the engine of the EUGENE F. HEALING;

(b) An accident resulting from repairs which may have been in
progress on the engines of the KEMNETH E. HEALINGS

(¢) Fire on one of thc lighters.

The Board is not impressed by the evidence adduced respaecting these
items, and considers such possibilities are oo remnote to be given much
weight as determinative of the cause of cisaster.

L, There was no failure of material, other than the possibilities in
3(a) and (b) indiceted above, on any of the lighters receiving the cargo,

5, That no act of misconduct, inattcntion to duty, negligence, unskill-

fulness or incompetence or willful violation of the law has been discovered
on the part of any personncl licensed or certificated by the United States :

Coasgt Guard,

6. That no personnel of the United States Cosst Guard, nor any representa~
tive, officer or employec of the United S:utes in any other agency thereof,

caused or contributed to the cause of the casualty under investigation.

7. The flame from the exhaust stack of the smerican Agricultural Chemical
Plent did not constitute a haszard to loading of the explosives at the pler
at South Amboy where the casualty occurred; and did not cause or contribute

to the cause of the casualty.

8, That the Kilgore Manufacturing Company may have contributed to the cause

of the casunlty by their erronecous assumption that

(») The plans and specifications under which the anti-tank mines were
manufactured and assembled conformed to currently approved United

States Army plans and specifications;
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(b) The assembly and packaging of the anti-tank mines and fuses
complied with thcregulations of the Interstate Commerce Commission.

9, That the Kilgore Manufacturing Company mzy have further contributed to
the casualty by certifying the shipment of anti-tank mines to be in compliance
with the Interstate Commerce Commission reguletions, when such appears not, to
have been the fact,

10, The James Healing Company contributed in’'great measure to the devastating
effects of the explosion, by reason of failure of its personnel to remore

from the Powder Pier at South Amboy, two coimpletely loaded lighters after
hoving been twice told by a Coast Guard inspector that the loaded lighters
should be moved,

11. The lighter KENNSTH E. HE.LING should not have been used for reception
of explosives for transportation from the Povder Pler to a vessel in the
explosive anchorage until all repeirs of any nzture to her engincs were

fully and finally completed. The Board is of the opinion repeirs to the ,
engines of this vessel were not completed and were still in progress; however,
material witnesses who might confirm or wefute this view are not available
for exomination,

12, The Judson-Sheldon Division of the National Car Loading Corporation
contributed to the devastating cffects of the casualiy by adding two carloeds
of dynamite to 2 shipment for which Coast Guard ap roval had been granted on
the understanding that the shipment approved was one which was already on the
railroad bound to New York when the approval was reguested, and was a shipment
identified by the Judson-Sheldon Division as one to the Pakistan Government,

13, There seems to exist a wide-spread, but erroneous belief thet the Coast
Guard provides supervisors, cverseers or inspectors to control and manage

the sequence of operat’ons required to be performed in the loading or dis-
charging of commercial shipments of cxplosives into or from vessels, The
Board is of the opinion that this misunderstanding or conccpt of Coast Guard
authority or responsibility stems from confusing the functions of the Coast
Guard during the last war in supervising the loading and unloading of military
explosives with the peacetime functions of the Joast Guard with respect to
commercial shipments of explosives, The Boarc 13 further of the opinion that
this misunderstending is one which could be hazardoeus to innocent lives and
property in that it leads to failure on the pert of the persons who, by the
express terms of the law and its implementing regulations, are made respons-—
ible, fully to appreciate and discharge their responsibility.
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RECOMMVEND.AT IONS

s
le Viith o view to oxtonding additional sofeguards to 1lifo and property
from risk of injury or destruction ococurring ss on incidont to the tronse
portation, handling, etce, of explosives, and other similar cargo by vessels
subject to provision of 46 Unitod Statos Code 170 et sog., the Board
recommends consideraticn be given the revision of existing regulations, as
contained in Port 146 of Title 46, Code of Federal Regulotions, along the
linos set forth below:

(a) To require applications for Coast Guard pernits to load or discharge
Class A explosivos in nmounts exceoding 500 pounds, to be presonted

E %o the Captoin of the Port, or the Const Guard officer spaecially

%, dosignoted to issue oxplosive loading permits, in writing, ot least

five (5) busincss or working days prior to the dato of the propesed

loading or dischargings

(b) To specify, in detail, the information contained in, and the supporting
documents to bo submitted with, the application for o Const Guord permit
to lood or discharge explosivesy

(¢) To doscribe the toxt and form of the Coast Guard permit to be jasuedg

(d) To require that an applicant for a Coast Guord permit to load or
dischargo explosives, must deliver an identical copy of tho application
filed with tho Const Guard, to the responsiblo officinl of the muniw

o~ cipal or city govermment having jurisdiction of the point or place of
vhere the terminnl facility is located which will be used for the
transfor of explosives from the shore to tho vessol, or vice versas
In the cvent thot nc municipnl or city govermmont has jurisdiotion
over the snid torminnl facility, en identianl copy of the application
£ilod with the Coast Guard shall be deliverod %o the responsiblo
official of the county or porish having jurisdiction of the point or
place where the transfer of explosives from shore to ship, (or vice
versn) will cccure A&n oxception with rospoct to the distribution of
such copies of applications may be madc whero ‘the explosives aro not
handled ot terminal facilities withiz o 3ity or county, bubt solely
and ox6lusivoly within the limits of o Jalvw designoted foderal explow
sives anchorages Depending upen the circuritances of each particular
case and situation, it is suggested the copres of application above
discussed, may be dolivercd, for instanco, to the chisf of the Fire

- Deportment, Police Doparitment or County Sheriff, as appropriates

- (o) To roquire that an applicant for a Coast Guard permit to lced or
> discharge Closs & oxplosives Ehall submit with the application, in
the cage of explosives of domestic mamufocture, a cortificate from
on authorized inspector (as hereimafter defined) showing that tho type
of explosive moving in tho shipment hons beer inspcoted and found %o
be in compliance with nll applicable regulations ond sofe for shipment
on board vesselSe In the case of milltary type explosives this
cortificate should be made by an nuthorized inspector of the Armed
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(£)

Forces of the United Statese In the cnse of commercial explosives
the cortificate should be made by on inspcotor of the Buroou of
Explosives, Such cortifiocation would not require on inspoction of
ench individual lot of explosives, but representntive lots should

be insnected before any explosives of a given type ore shipped by
any menufacturors and, in the case of continued monufacture of the
same coloegory of explosives at any plant, tho inspection should be
ropoated at least once in every three (35 months, or as much oftener
a8 circumstances moy indicate are necessarye In the cose of explow
gives of foreign manufncture being loaded on or discherged from o
vesasel in a port of the United States, n similar certificnte should
be required to be executsd by o competont iaspector designatod by
the foreign govermment concerneds Such certifilcato must be presented
%o tho Captain of the Port (or other designated officer) to whom
application is mnde for o Coast Guard permit for loading or dige
charging of the oxplosives, at least five (5) business or working
days prior to the proposed loading or discharging date on or from
the vosscle

To require that the loading or discharging of commorcinl shipmonts of
explosives on or from vessels be under the control and supervision of
an explosive loading detall, having no other duties, to be employed
by the applicant for e Const Guord permit to load or discharge the
explosivess The Bonrd recommends that such o detail be composed of
the personnel described below:

(1) The entire omration to be under the direction and control of an
oxplosive supervisor who shall have been exnminod by the Coast
Guard ond who holds a certificato reciting that the holder has
presented satisfaotory evidence warranting the belief that ho is
competont for assignmont to such duty. The qunlifioations to be
ostablished before issuance of suck certificate ghould be (o8 a
minimum) s

(1=0) In the case of vessels oporaing on the rivers, beys, sounds
or lakes, including tho Gren. lakes and woterwoys of the
United States, the candidat: thall have hed experience in
the deck departmont of simi.ur 7.3:0ls, or other acceptable
experience and sorvice, sufficicut to chow him to be experl-
cnoad in handling and stowing corgo on such vosselae

(1-b) In the case of foroigm=going, intercoastnl or constwlse
vessols, & candidabte for coertification should be required
to Bold o United States Const Guard merchant ship deck
Officorts liconse of ot least tho grade of chiof mnte for
the closs of vessel loading or dischorging the cxplosivese

(1=c) The candidate must present satisfactory ovidencs of good
oharacter, and that hia habits of life are such as worrant
the belief that he can be aafely entrusted with the dutles
of explosive supervisolre
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(1-a)

The candidate must demonstrote by passing o written
examination that he has o thorough knowledge oft

(1-d=1) The regulctions applicnble to oxplosives and
othor dangorous articlos on board vessclaj

(1-d-2) 4pproved mothods of fighting fires in explosives
or other dangerous substances on board vessels;

(1=-d=3) Approved procedures in donling with omergencics
rosulting from casualties to vesscls carrying
explosives or cngoaged in loading or discharging
explosives,

(2=0) A& number of assistant explosive suporvisors, who have no

(2=b)
(2=c)

(2-4)

othor duties, to be employed by on applicant for a Coast Guard
pormit to load or discharge explosives, shall act undor the
direction of the explosive supervisor, to observe and supervise
specific phascs of the loading or discharging operationsy such
ng supervising a cargo hatch, the unloading of o single freight
cor or tho work of o single stevedoring gong, to sce that the
operations aro correctly ond safoly performed.

Tho number of such casistont explosive supervisors required for
cargo hotchos, railrood cors or stevedoring zengs to be fixod by
regulations or by the Const Guard officor granting the permit
for the londing or discharging of oxplosivess

Such assistont explcsive supervisors shall bo cxemined by the
Coast Guord, ond a coertificote issued, if appropriante, reoiting
that the condidate has presented satisfactory evidonce warrantin
tho belief thot he is qualifiod for ossigmment to such dutye |

The qualifications to bo estoblished beforc issuonce of such a‘
certificate should be (a8 o mintmum)s

(2~d=1) Satisfactory evidiice of good character and
tempornte hobiltag

(2=3~2) Knowlodge of handling cand stowage of cargo,gonerallyy

(2=d=3) Knowledge of safety precautions to bo observed in
handling of explosives;

(2-d-4) Knowledgo of types of corgo goar pormitted to be
used in handling of explosives, and the correct
methods of using such geore

(2) Stevedores employed for londing or discharging of explosives
holding certificates issued by the Const Guerd authorizing thelr
employment 4in such operations This certificate moy be issued to
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(4)

applicants upon a showing of good character, temperate habits
and suitable experience as & stevedore. What constitutes
“suitable experience" may be defined by appropriate regulations.

411 the certifiecates contemplated by this sub-division may be
revoked or suspended in proceedings similar to those authorized
under R.S. 4450 (46 United States Code 239) as amended, and 46
Code of Federal Regulations 137, et seq., upon proof of negligence,
misconduct, inattention to duty, incompstence, unskillfulness, or
willful violation of any law or regulation relating to any phase
of the handling of explosives and other dangerous cargoes and
substances. Action as herein provided may be taken without regard
to an individual!s employment status, and whether or not the acts’
or condition under inwvestigation occurred or existed while ho was
acting under authority of his certificate; or were in connection
with any marine casualty or accident.

ED H. SMITH
ED. Ha CUITRH
Rear Admiral, U. 8. .Coast Guard
Chairmnn

ERCKHTTI JORDAN
ERCIWITE JORDAN .
Captain, U. 8. Coast Guard

HsRPY W. STINCHCOMB
H\RTY Ve STINCHCOMB
Capeain, U. 8. Comst Guard

LEOWARD T. JONES

IEONAED T. JONES

Commander, U. S. Coast Guard
Members

JOHN ER. LYMAM

JOHN B. LYMALZ

Commender, U. S. Coast Guard
Recorder
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ﬁ 1 August, 1950

MiJRINE BOARD OF INVESTIGATION TO INQUIRE
INTO THE C/USE OF EXPLOSION OF MMUNITION
LiDEN BARGES AT SOUTH AMECY, NEW JERSEY, ON
19 MAY, 1650, WITH LOSS OF LIFE AND EXTENSIVE
PROPERTY D:iMAGE

'
»

1. Tha proceedings, findings of fact, and opinions of the foregoing
o Marine Board of Investigation are approved, subject to the excoptions end
i comments set forth below: ’

(a) Shippers offering for transportation Class i
explosives by common carriers are required,
under 49 C.F.R. 73.421, to certify that the
articles to be shipped are properly described
and named and are packed in proper containers
for transportation in accordance with pro-.
scribed regulations. The Filgore Company made
such a certification in this case. However,
the evidence reveals (1) that 49 C.F.R.
72.400(a) was not complied with in that the
packnges were marked M1-il mines when in fact

— | they were ¥l's, and (2) that 49 C.F.R.

0t

73.57(£)(1) was not complied with in that
fuses, boosters and detonators for the mines
were included in the same outside package
with the mines. By virtue of the provisions
of paragraph (7){(A) of R.S. 4472, as amended,
and <6 ¢,F.R. 146.02-18, the Board's Finding
of Fact 22 could have buen extended to indi-
cote these specific vicliatlions.

(b) Finding of Fact 33 status in effect that the
Coast Guard peacetime orforoccment of the
Dongerous Cargo ict, R.E- 4472, as amended,
and regulations thereunder is accomplished
by boardings or inspections of vessels having
explosives on board or engaged in loading or
unloading explosives. The penultimate sentence
of the Foard's Finding No. 33 is changed to
read;
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g3 )

(e)

(4)

"Phe Coast Guard peacetime enforcement of
the aforementioned regulations is ac«
complished by !'spot! checks through
boardings and examinations of vessels
having explosives on board or engaged in
losding or unlonding explesives; such
checks being limited to persommel
availability.”

In this comnection, it must be cbserved that
when the amendment of R.S. 4472 was sponsored
in 1939, requirements were provided therein
for the inspection, certification, and re-
inspection of vescels carrying dangerous
cargoes, which inspection and enforcement
provisions were not enacted into law. During
the Departmentel ond Congressional Hearings
on H. R. 7363, a bill amending R.S. 4472, as
amended, at which time cll segments of the
industry were representcd, it was generally
understood, after lenguly considerations,
that the rcquirements of the proposed Danger-~
ous Cargo ict end the regulations thersunder
would be self-policing and that "spot" checks
only would be made for the detection of
violsticns.

Findings of Fnct 36 and 37 in effect indicate
thot the Coast Guard representative at the
powder pier at South Amboy ordered the spotting
of only 2 box cars at & time on the pier for
unloading purpeses snd that lighters, upon
being loaded, werc %o depart immediately for
the explosive anchn:age, with the strong in-
ference that such >rcers were violated. The
ovidence is not c:x.x whether thess so-called
directions were piven or considered as orders
or mere suggestions.

The record indicates thet the crew members of

the lighters were engaged in the repeir of ths
machinery on board the EUGENE F. HEALING up to
approximately 0200 on 19 May, 1950, that the 4
lighters got underway at 0430 on-that date and
proceeded to the powder pier at South Amboy

and that loading operations were carried on up
to 1826 EST, when the explosion ocourred, without




N

any substantial intervening periods or rest.
The fatigued condition of such persons engaged
in thé loading operations of the explosives
mey have been a contributing factor to the
ceuse of the cxplosion.

2 No action is taken at this time on the recommendations of the Board,
which will reoquire further study and consideration.

3 A copy of the record of the Bosrd's investigation will be furnished
to the Attorney General for consideration and whatever action is deemsd proper
under 46 U.S.C. 170 (14) and (15) - R.S. 4472, as amended, in connection with
the violations of regulations mentioned in paragraph 1 (a) hersof. A4 copy of
such record will also be furnished the Interstate Commerce Commission for its
informetion and such action as thut agency may deem necessary and appropriate.

MERLIN O'NEILL
Vice Admirsl, U. S. Coast Guard
‘ Comuandant




