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Commandant®s ictlon
on

Yarine Poard of Investigation; S5 STYOLORE, heavy list and partial
flooding during Jamary 1955 4t sea ia the Yorth itiantic Ocean

3e Sursuant to the provisions of Title hé C*R part 136, the record of
tne Mariae Reard of Investipation convened to investisate subject

has oot reviewedy

Gr 7 Jamuary 1055 the S35 STYRLURE, a bulk cargo carrier of 8215 o.i.,
&t i 1922, departed from Puerto de Hierro, Venezuela, for Baltimore

L& CATED o€ 21,129 tons of iron ore on heard, On 10 January the

Lhey bezen to worsen and by 13 Jamuwary the wind was west to northwest, ,
forca, rain squalis and very confused seas, Plates in "(O" strake

fracturnd, fiooding Yo, b and ilo, 7 port tanks, The pumoroom became in-
oaravite due Lo Hr*akﬁng of deck steam lines and fleoadin:s through lesky

ank hops arnd bulikhaads,
.

the vesssl zotiled antil

and 73~ 334
3 on

Nue to additional flocding and counter»floodxng,
on 1l Jamuary 1955, in position 31° L9* North

“tegt, tiere was no freehoard on the port side and only 3 to

3% feew on the starsoard side, The weather bezan to moderate and with
assistunce from othsr vessels the STH/LORT wes able to make the port of
destine ion sarely, There was no loss of life and only one minor injury

Lon
25 & resalt of this casmalty, The heavy weather damase to the vessel,
howver, has been estimated to be ahout £1,500,000,00.

\J\)

p Trna Findings of Fact, Opinions, and Reccmmendations of the Marine
Bcard ol Investication convened to 1nvest1gate suhject casualty are

2l no“'e‘\*r 2;

{sizpned) 4, C, RICHAOND
&, C, RICHMONN
Vice Admiral, U.S, Coast Guard
Commandant

torethsr sith its Findinss of Fact, Opinions, and Recommendswicns,

e



RECORD OF PROCEEDINGS

OF
MARINE BOARD OF INVFSTIGATION

Convened at
UNITED STATES COAST GUARD
MARINE INSPECTION OFFICE
FIFTH COAST GUARD DISTRICT
BALTIMORE, MARYLAND

By order of
THE COMMANDANT
UNITEN STATES COAST GUARD

to inquire into the

Heavy Weather Damage Sustained

By the 35S STEELORE during January 1955

In the North Atlantic Ocean

S



FINDINGS OF FACT

1. The SS STEELORE sustained extensive hull damage, was partially flooded,
and listed heavily during a siege of adverse weather beginning on 1/ January
1955, vhile at sea in position 31° 49! North latitude, and 73° 35' West
longitude enroute to Baltimore, Maryland in a fully laden condition.

2. The vessel involved was:

The SS STEELORE, official number 222537, home port New York, N. Y., a
riveted, steel hulled, steam propelled, 5000 horsepowered, twin screwed
bulk carrier of 8,215 gross and 4,172 net tons. The vessel was built
at Sperrows Point, Maryland, in 1922 and is owned by the Ore Steamship
Corporation of Delaware and operated by the Steamship Service Corporation,
Sparrows Point, Maryland. The vessel's dimensions are as follows: length
550.3 feet; breadth 72.2 feet; and depth 43.9 feet. The normal employment
of the vessel is the transportation of iron ore from Puerto de Hierro,
Venezuela, to Baltimore, Maryland.

3. The design of the vessel provides for 3 bulk cargo holds of approximately
373,110 cubic feet of carrying capacity. The holds measure about 30 feet wide,
30 feet deep, and 140 feet long. Each hold is equipped with 3 loading hatches,
making a total of 9 cargo hatches., The bottom of the cargo hold is approximately
1/ feet above the vessel's bottom, with the wing bellast or carge oil tenks
extending down either side to a centerline longitudinal bulkhead. There are

1] wing tanks on either gide of the veasel, making a total of 22, whose

oombined capacity is approximately 101,700 cubic feet. '

4. The weather at the time of the casualty was gale force west to northwest
winds, passing heavy rain squalls, moderate to poor visibility and very rough,
confused seas,

5. The 5S STEELORE departed Baltimore for Puerto de Hierro on the afternoon
of 31 December 1954. A%t the time of departure the vessel was in ballast with
tanks #2, #5 and #8 port and atarboard pressed up, giving the vessel a depar-
ture draft of 15' forward, 25' aft, and a mean draft of 20'. Fuel, water and

"stores for an estimated 20 days were on board.

6. The voyage to Puerto de Hierro from Baltimore was uneventful and the

vessel arrived at the loading berth at about 0927 on 7 Jamuary 1955, having
pumped ballast tanks #5 and #8 port and starboard before arrival, with #2 being
pumped at the dock. At or about 0938 loading was begun at #4 hatch and con-
tinued in orderly fashion through the following sequence, #5, #6, #7, #2, #3, #8,
#9, and terminating at #1 at 1840 on 7 January 1955, having taken on board




an estimated 21,429 long tons of iron ore. The ore was peaked in small
pyramids directly under each hatch and the peaks averaged a height of about
6 feet spresd out over the entire hatch area. As each hatch was loaded,
the Deck Department lowered the hatch covers and dogged the hatch securely
in order that the vessel might put to sea with a minimum of delay.

7. At or shortly after 2200 on 7 Jamuary 1955 the SS STEELORE deperted
Puerto de Hierro emroute to Baltimore. Her draft on departurs was 33' 6"
forward, 36' aft, and a mean draft of 34' 9", utilising a frésh water allow-
ance of 7. .

8. At about 0005 on 10 January 1955, the vessel developed a slight starboard
list. Upon investigation as to the cause, 1t was discovered that #5 starboard
ballast tank was filling. The ballast pump was started and the tank drained.
When the tank had been sufficiently pumped, it was entered by the Master, amd
the Second Assistant Engineer, for a closer examination., Water was boiling into
the tank from the bottom of the vessel, and a 3-inch brass bleeder plug was dis-
covered adrift in the tank. A wooden plug was mede and driven into the opening.
The ingress of water was completely stopped in a matter of some 2} hours. The
following morning the driven plng was heavily shored to prevent its working
lbose, and no further distress was noted from this tank, :

9. The vessel encountered increasingly heavier swells from the morning of

10 January 1955, accompenied by alternate periods of storm forece winds and
moderate breezes, until at about noon on 13 Januery, when full gale force winds
were encountered, The seas were extremely rough and confused, and boarded the
vessel with consistent regularity from several directions. The speed of the
vessel was reduced from 105 to 80 revolutions at 1906 on 13 January to minimize
the laboring and straining of the deeply laden craft. At about 2000 on the
same date a slight port list of about 4° was noted. By midnight this list bad
increased to an estimated 15°, Counter flooding of the starboard side was
begun, but was both slowly and hazardously performed, since it necessitated the
opening of certain valves on the main deck, which was constantly swash from the
boarding seas. The ballast pumps were utilized to some extent to perform this
counterflooding and the vessel was righted about 0300 on 14 January. The even
keel condition was shortlived, however, and by 0800 the vessel had listed again
to port an estimated 15° to 18°. Additional ballast tanks on the starboard
side were flooded in an effort to right the vessel, but were unsuccessful. By
this time the vessel had settled from the additional weight of the flooding
vater until there was no freeboard on the port side and only 3 to 3. feet on
the starboard side. The boarding seas had, by this time, broken the vent lines
to #5, #6, #1, #8 and #9 port ving tanks, torn the heavy sheet iron protective
guards over the deck lines loose, and carried the deck steam lines away, dis-
abling the pump room. The loose steel on deck, coupled with the heavy boarding
seas, made the effecting of temporary plugs in the broken vent lines extremely
hazardous. Efforts were made to repair the broken steanm lines, but were unsuc-
cessful, since a boarding sea would wash out each attempt.
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about 1657 on the 14th and stood by the distressed smm& il v

10. By 0900 on 14 Jénuary 1t becams apparen'b that the vessel would be unatdd
to effect the necessary repairs unassisted, and at 0910 a geperal distress -
sigpal vas made. At the same time ‘the vessel notified the operating mamgerﬁ
of her condition and requested assistande. It was estimated that at roon on
L, January the vessel attained gor deepest draft, since #3, #4, #5, #, #1,

#8 and 49 wing tanks, port and starboard, were cliplote W, with #:w

ebout half full, and an estimated 15 to 20 feet of, i mom

under the midship houmse, . During tlt afternoon z _J‘Wikﬁ
to moderate. The SS CUBCKE, & vessel of the ORDE.

dﬁelopments .

11. ' At or about 0815 on 15 January the CGC mmi m-s.%a bﬁ L Aeem gnu
the SS CUBORE was released. Thamtherhndoontmdﬁnﬁ; and ad 1000
two electric submersible pumps from the CHEROKEE: placed off bdird in an
effort to free the pump room of water, 'lbnporai'y ot;tia ﬁM rebe run with
considerable difficulty and the two submersibles. dre m&& in bperation. -
Sirpe further assistance was impracticable becauks of » the CHEROKEE
merely stood by, and at 1320 on 15 January was relé '

12, At or sbout 1300 on 15 January 1955, the salvage vessel cm dﬂM on
the scene. Communications wers established and the CURB stood by awaiting
abatement in the weather and sea before attempting further aid. At aboitt 1920
on the 15th, the STEELORE attempted to get underwmy, heading tovard shelter at
Caps Lookout. A steering engine failure at 2315 necessitated heaving to until
about midnight. When the steering had been restored, the vessel again got
undeérway at slow speed on a west northwesterly heading. The boiler feed water
vas getting low and at 0200 on 16 January the vessel began utilizing sea water
in the boilers. By 0945 on 16 January the wind and sea had lessened to such
an extemt that a gasoline driven pump and 50 gallons of gasoline could be trans-
ferred from the CURB via a small work boat. The pump was immediately put to
work lovering the water level in the pump room. An sdditional pump wae placed
on board at 1330 the same day, together with two men to operate it, from the
CURB. The additional pumps enabled the STEEIORE to maintain the water levels
without any appreciable gain. ‘

13. By 2300 on 16 Jamuary the water hed commenced gaining in spite of the
additional pumping. The situation appeared to bs considerably more eerious,
and shortly thereafter, 19 crew members vere transferred from the STFELORE to
the CURB, This evolution was accomplished by a lifeboat from tho STEELORE -

and was executed without incident. ,

14. By 0400 on 17 Jamary the wind and sea bad calmed and it was moted thet
the pumps were gaining on the water in the vessel, Additionmal gasoline and
a portable electric cable were tranatcmd trom the CURB. The STEELORE was




taken in tow by the CURB at 1018 oh 17 Ja.mnryand was operating her own
engines at slow speed to aseist the towing veasel. The CGC CHEROKEE

returned to the scene at 1935 &id stood by to assist as needed. At 1045 on
_ d L, d medical Sifiplled gtil § hpspital corpamen
to rendér first aid to Joseph {4bant Erginesr;, 4ho vas burned
by éxhaust stesm and vater while dttempting to'sdpair the decld #tedn lines.
15. At 1530 on 18 Jamuary the tow reached Cipd Tookdich and thé STEELORE
184, 2284 dod B9rq of January the
vessel lay at anchor in Cape lookdut, qff_‘sqtiﬂg henporiiry  fepgliryd dnd avait-
ing favorable weather to contimue the Yoyage to Baltisioie, At -Abddbt noon an
L i OURB :ﬂd . voyage toward
 Baltimore continned. The voyage from Cape Lookoyt to Baltinors
incident and the vessel arrived ih thiB potb a¥ dbokt 1100 of &7 Jenuary 1955.
. .hands on board performed well above the notmsl.é etdtiané,g.%h ticular
emphasis being placed upon the effolté of the Mistér and the Betbnd Assistant

18 Janubry, the CHEROKEE trans el 1
deh, First Adsidbant

anchored at 1637. Through the 19th, 20th, 2is4;
the 24th the STEELORE was again taken in.tow by tie

i Cape L , m}- without
16, The testimony adduced at the efigning Imdéiﬁmnindi&ﬂd that a1l
Engineer, Delmar J. McCleery, who made séverdl dived. in the Flobd

" to align the valves in an effort to rid the Wsdel of ths flobding water.

17. Demage to the STEELORE is aesgnda:.ah tinlbit #8, and conéisted in the

mein of two cracked plates in the "O¥ ﬁ.‘rukeapbrt #ide, and exntensive dmmage
to the steam, electric, and hydraulie 1ines on the fmin deck.. The total eost
‘of repairing the heavy weather damagé has been éstirated to be abodt $1,500,000.
The vedsel is due for classification survey in the #3811, and ii is estimated
that asother 4,000,000 would be required to place the vessel is class. To
date, mo disposition has been made of the vessel exdept a drydock examination
for préliminary survey, and the vessel 1s pressntly berthed with the idle floet
in Baltimore Harbor. o ‘

18. The only personal injuries reported as a mult of the émlty' were of a
minor nature, requiring firat aid treatment only. Joseph Cadden, First Assis-
tant Engineer, sustained second degree burns on his lege from escaping exhaust
steem, but was not incapacitated nor did he fail to perform his duties.

-19. Witnesses interviewed: ' _ -

a. Victor E. Raymond, Master, SS STEELORE

b. “Edward F. Chelchowski, Chief late, SS STEELORE

e. Thoms W. liright, Second Mate, o
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‘Spencer E. Bomgardner, Third Mate, SS STEELORE

William J, Noonan, Chief Engineer, .
Joseph A. Cadden, First Asst. Enginaar,r "
Delmar J., McCleery, Second Asst. Engineer "
Frederick H. Dasher, Third Asst. Engineer "

Roy A. Gardner, Radio Ojnerator, "
Harry T. Collier, Boatswain, "
John A. Morris, Quartermaster, "
Henry Shepeta, Able Seaman, - "
Frank G, Ortiz, Fireman, "

Anton Hopen, President, Steamship Service Corporation
George Green, Fort Engineer, "  ® "

James C. Campbell, CDR, USCG, Merine Inspector
Wesley W. Wood, CDR, USCG, lhﬁne Inspector

Devid H. Douglas, LCDR, USCG, Marine Inspector
Gregory Chockluk, LCTR, USCGR, Merine Inapestor

John L. Knabenschuh, LTJG, USCG, Marine Inspector
Preston G. Lewis, Marine Inspector (Civilian)
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1,

OPINION o7

It is the opinion of the Board that the sequence of events leading to

the casualty are logically aligned as follows:

2.

a, The plates in "G" sirake prohahly fractured at or ahout 2000 on
13 January 1955, allowing tanks #l and #7 port to flood;

b, The subsequent list to port allowed the boarding seas greater
unhindered force until the steel pipe guards on deck were bxiken loose;

c. The sheets of loose steel from the broken pipe guards sheared off
the vent pipes to the tanks and contributed to the eventual breaking up
of the steam supply and exhaust lines on deck, t.hus rendering the pwmp
rcom inoperablej

d, The combination of loose steel on deck loosened several hatch dogs,
thus admitting water to the cargo holds, The water thus admitted to
helds #1 and #2 sought its way into the two sumps under the pump room,

A hole or holes in the tank tops over those sumps admitted the flooding
water into the pump room proper, There is also some ¢vidence that the
water in the cargo holds was admitted from the ballast tanks through
leaks in the bulkheads separating the two, These bulkheads are subjected
to considerable bumping during the unloading process.

It is the further opinion of this Board that the loss of the pump room at

a most crucial period contributed to the severity of this casuvalty. Had the
vessel been able to use the discharge pumps on the two initially flooded tanks,
it is most likely that the tanks would have heen sufficiently pumped to effect
temporary repairs to the cracked plates,

o
o

There was no evidence to indicate that the cargo shifted any appreciable

degree, The testimony of competent wiinesses indicated the cargo to be in the
exact same position on arrival in Waltimore as on departura from Puerto de
Hierro.

h.

The Board could adduce no evidence of reprehensible fault on the part of

any personnel on board, On the other hand, it is the opinion of this Board
that the vessel's officers and crew performed Herculean tasks and acted in the
best tradition of the Merchant Service during a very trying and dangerous period,

5o

The only failures of equipment during this period was as a direct result

of thet service or supply to that service being washed away by boarding seas,




6., The excellent cooperation of the ioedl representatives of the owners of
the vessel assisted this Beard immeesurably in the assembling of pertinent
data for use in the evaluation of this casualty.

7. In summation, it is the opinion of this Board that the incident was
directly and wholly attributabls to stress and strain suffered by the vesse]

under adverse and unusally severe conditions of storm and seas while in a =
fully laden condition,




RECOMMENDATIONS

1. It is recomfended that consideration be given toward the issuance by
the Commandant, United States Coast Guard, of & letter of comméndation to
the officers and crew of the SS STEELORE, *with particular emplasis being
placed on the performance of duty by the Magter, V:Lctor E, Raysiond, the
Chief Mate, Edward F, Chelchowski, the First Assistant Ehg!.mz‘ Joseph
Cadden, and the Second issistant m;vineer, Delmar J, Hecleary.

2, It is further recommended that #his case be closed with mo further
action by this Bcard indicated,

(signed)ALFRED W, KABERNAGEL
ALFRED W, KABERNAGEL
Captain, U,5, Coast Guard, Chairman

(s1igned)JOSEPH E, GOULD
JOSEFH E, GOULD
Lieutenant Commander, U.S. Coast Guard, Member

(signed)H, H, CHAPIN
H. H. cwm
Lieutenant Commander, U.3, Coast Guard, Member and Recorder




