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" Comsandant's Action
on

Marine Board of Investizetion; 5S WASHINGTON MAIL, structural
failure and foundering, Gulf of Alaska, 3 March 1956

1. Pursuant to the proyisions of Title 46 C.F.R. Part 136, the record of
the Marine Board of Inmvestigatlon convenod to investigate subject cagually,
together with its Findin3s of Fact, Oninions, and Recormendations, has
been reviewed.

2. The WASHINGTCN MAIL, a C3-5-A2 cargo vessel of 7943 g.t., was built in
1945 by the Ingalls Shipbuilding Company, Pascagoula, Mississippi, and
after two years' Government operation, was aoquired in 1947 by the American
Mail Line, who continuously operated her thereafter. During 1947, weldsd
dovblers were installed on the sheer strakes in order to permit an increase
jn draft. She sustained two casuslties, one in 149 when she grounded
while fully loaded, and the other in 195} when she suffered dock damace
during & typhoon, which damages were satisfactorily repaired. In 1954 a
smell fracture developed al & corner of the midshin deckhouse and again in
April 1955 a small fracture developed at another corner of the same house,
which fractures were satisfactorily re-welded. :

3, m29 Pebruary 195 with nine passengers and fifty-one crew members on .
board, snd fully loaded including a deck cargo of lumber, the WASHINGTON '

MAIL denarted from Seattle for Yokohama. The weather encountered was as
follows: '

Date  Wind  Force Alr Temp, Ses Temp. Sea
429 « 439 L@ Long, low swell

2 March S - W 5-7 419 - 28° 42° - 380 Long, low swell
3 March N he7 299 - 27° 380 . 39° Moderately heavy swell

The vessel was nob forcod nor did she labor in any of the sbove weather. -

L. At 1315 3 March 1956, semsations of wogving and sagging were felt and
internal loud, deep rumbling aounds were heard which continued for less than
five seconds, culminating in the vessel separating into two complete sections
at a point in the vicinity of the after end of No. 3 hatoh coaming. At
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the forward seetion, with no persons on board, capsised and sank. The

5 after section, following the rescue of all persons on board by the USHS

i QENERAL FREEMAN, sank at 2118 in position 530 5lt North Latitude, 1469

i '27* West longitude. The value of the vessel was estimated at $2,000,000

; and the value of the carge is also estimated at the same amount, No lives
: were lost nor were any serious injuries sustained as the result of this

g sasualty. .

REMARKS
S, The Board's Opinion, subparagraph 20 J, and Recommendation, subparagraph '
22 a, state as follows: .

% n20 3. The facts adduced in this case lead the Board to feel that -
| it is a matter of utmost urgency thet ismediate steps be taken to ;
Vo rectify the situation which is believed to exist in the structure :
o of C-3 type cargo vessels. It seems spparent that the ateel of
; which these vessels were bullt, abt 1east through 1945, is notch
S sensitive and must have & relatively high transition temperature..
Tn this connection the Board feels timt previocus standards which
were widely accepted throughout the merine industry as to the mean-
ing of the term tgeaworthinesst, as applied to vessels of this
s class, mustbemodifiedunleasmdhteatepsmukento
' strengthen the structure of these vessels."

122 a, The Board therefore recormends that the Commandant consider

‘ _ requiring the immediate strengthening of all vesgels of this class

' by the fitting of the same with appropriate slotted and riveted
crack arrestors and such other reinforcement of the hull girder as
is deemed necessary in order to prevent similar casualties in the
future.”

i 6. The above Opinion and Recommendation indicate that it is of the utmost
urgency that immediate remedial action be taken with respect to the gtructural
sufficiercy of C-3 type yessels. Where there is any question of the sea-
sorthiness of vessels subject to inspection, it must be constantly kept in

mind that marine inspectors are required to assure themselves by in _
and external exsmination of the vessel at amual inspections and reinspections
and such other teats, including putting the wvesssl in motlon, a8 may be neces-
sary, that the vessel 1s in good condition and is of a safe and suitable




e

MVl
(WASHINGTON MAIL - C-13 Bd)

gtructure for the service in which 1% is employed and that 1t is in a con-
dition to warrani the belief that it nay be used in navigation with safety
to 1ife. C3-S-A2 type cargo vessels have been in operaticom since early

in World War 1I, or approximately 13 years. The WASHINGTON MAIL was the
first vessel of this type to suffer any struotural failure which resulted
in s serious marine casualty, Nothing in the record in any way indicates
that the inspections of the WASHINGTON MAIL were not carried out in accord
with applicable statutory requirsments and accepted inspectional standards.

7. The matter of structural fallures has been the subject of intensive
study since the susceptibility of welded ships to extensive fractures te-
come known early in World War II. As the knowledge of the probles increased,
corrective means have been applied to the construction of new ships and :
stens have been taken on existing shins to improve their resistance to thils
type of casualty. The steps taken on sxisting ships have included the al-
teration of certain detsils of the structure, guch as hatch corners, bllge
keels, and the fitting of riveted erack arrestors, etc., designed to 1imit
the spread of a {racture after it8 inception. Action has already been in-
stituted for the application of additional requirements to C-3 type vessels.

8. A great deal hes been learned since 19443 when the SCHENECTADY broke in
two. The knowledge gained by experience, testing, and technical study is
being applied to the design and construction of new shipa, and the record

of ships built since 1545 has been excellent. With respect to the ships

now existing which were built during the war, the record is not as good,
since some of the improvements developed, as for example, improved steel
specifications, cannot be applied to an existing ship, For these ships

the Coast Guard proposes to continue its program of careful analysis of any
defects which develop, coupled with prompt a&ction when the need for it is
apparent.

9. FExisting Federal Comrmanications Commission Rules now cover the Recom~
mendation contained in subparegraph 22 ¢ of the Board's report and further
action with respect thereto is unnecessary.

10, The Recommendations that 1lifeboats on cargo vessels be fitted with
motor propulsion, that all 1ifeboats be equipped with spray shields to
reduce the effect of wind and spray at low temperatures, that engine rooms
of C-3 type vessels be equipped with permanent cross comnection arrange-
ments such that all pumps can readlly and easily be used to discharge
water from the engine room, and that more questions concerning damage con-
trol of both deck and engineer officers be included in the examinations of
sueh officers will be referred to the Merchant Marine Council for appro-
priate study and recommended action.
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I11. Subject to the foregoing Remarks, the Findings of Fact, Opinions,
and Racommendations of the Marine Board of Investigation convened to in-
vestigate subject casualty are approved.

(signed) A. C. Riclmond

A. C. RICHMOND
v,.“ AMI’ U. So Coaa‘b (hlﬂrd
Commandant




REPCRT
. of a -
MARINE BOARD OF INVESTIGATION
convened in Room 117
Federal 0ffice Building

- Seattle, Washington
on 7 Mzzch 1956
by order of

Commandant, U. S. Coast Suard

To investigate structural failure and foundering of the SS WASHINGTON MAIL in

Gulf of Alaska, approximately 475 miles west of Grahem Island on 3 March 1956
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O After full and mature deliseration, the Boerd finds as follows:

FIIDIS OF FACT

1. At approximately 1745 (Zone plus 10) on 3 Harch, 1956, the 53 WASHINGTON
MATL, while under wa; ‘on 3 course of 2750 PAC and 275° True, into a moderately

'heavy westerly sea &nd swell, broke in two over an estimated perlod of five

seconds and both ha’ves gubsequently sank in the Gulf of Alaska after all
sixty persons aboerd had been regenad by the USNS GENERAL FRERMAN. At the

‘time of the casusity, the vessel wes making approximately 73 RPs on 16

nogzles and due %o the head sea and swell, wes making spproximately 13 lmots
over the bottow. At 1315, the dead reckoning position was Latitude 5L 00F
Nerth, Longitude 1470 127 West. At 1515, the bow section slowly turned over
on its port side and senk in ths estimated position of Latitude 53° 5At Yorth,
Longitude 1477 00® West. The stern section sank after the abandoning i
position Latitude 53¢ 5i' North, Longituwle 1460 27! West, at approxim:ziely
2118 (Zone plus 10), 3 Maxch, 1556. No persons were lost or more thaa
slightly jajured in comnection with this casuvaity.

5. The wessel involved was the SS WASHINGTON MALL, Official No. eh7323, T5L3
gross tuns, L6T2 net tens, 468.5 feet by 69.6 feet by 29.5 feet, bullt in
1945, st Pascagoula, Mississippi, by Ingalls Shipbuilding Company, as & (3-5-A2
carge vessel. This vessel was zn B500 horsepower steam turbine driven single
serew freight vessel owned by the Ameriecan Mail Line Ltd., Wilmington,
Delsware, with home port of Seattle, Washington. There was an outstanding
mortgaga to the United States Haritinme Commission of the total original amount
of 3960,500; this mortgage was entered into on 7 July, 1947, and was due for
maturity on 7 July, 196, <> the naster of the vessel.

At the time of tha casualiy, the vessel was in possession of the following
walid documents: '

- (a) U, S, Coast Guard Certificate of Inspection, igsued at Portland,
. Oragon, on 31 July, 1955.

' {b) V. 5. Goast CGuard smendment to the above Certificate of Inspection
- issued on 1 December, 1955, at Fortland, Cregon, covering the annual
drydock inspsction.

(¢) Load Line Certificate 3ssued 16 Decamber, 1954, by tho American
Bureau of Shipping, due to expire on 31 January, 1959.

3, . Weather and ses conditions:

(a) At approximately 2300 FST on 29 February, 1956, the wvessel
entered the Pacific Ocesn from the Stralt of Juan de Tuca and after
taking departure from Swiftsure Lightshin at 2316, the course was .
set at 295° gyro and true. At this time the wind was southwest, force
4, air temcenrature was 42° - 43°, sea temperature was 1h© and the




vessel was pitehing easily to a long low southwesterly swell.

(b) On 1 March, the weather and sea conditions were as followss

Wind direction varied from southwest to west with an average force of
between L and 5. The air temperature slowly decreased from 45° - L6°
to 399 - 410 and ses temperature decressed from L to 42°, During the
day the speced was occcasionally reduced becavse of & moderate west
southwest sea and moderately heavy westerly swell which was inoreasing
and was causing sprey and occagional small gmounts of water to come
over the foredsck. '

(c) On 2 March, the weather and sea conditions were as follows: The
wind veered from southwest, force 5, inm the morning to north northwest
up to force 7 at 1400 and steadled down to northwest, force 5, at mid-
night. Air temperature decreased from JA° - 42° to 289 - 319, and ses
temperature decreased from L2° to 389, Tho veasel was pitching easily
to a long low scuthwesterly swell in the morning and also to a long
higher westerly swell in the evening.

(d) On 3 March, the weather and sea conditlons were as follows: The
wind inereased in:the early morning from northwest, force L to north
northwest, force 7, but had begun to moderate by 0800, local time, to
northwest by west, force L. At the time of the cesmalty, the wind was
increasing.and had reached west northwest, foree 6 to 7. Alr temperature
decreased from 29° to 270 - 310, and sea temperature was fairly steady
at 389 - 399, The master of the veasel testified that the worst swell
condibions ware encountered hetween midnight on 2 March &nd approxi-
mately 1000, local time, of 3 March, during which time, he estimated
that the vessel was heading inte,a 500 foot swell with meximwa height
of spproximately 35 feet. This swell condlition decreased, however,
and by noon had shortened to an estimated length of 125 feet with an
astimated height of 15 feet, Due to the amall changes in course that
were affected between departure from Swiftsure and the time of the
casualty, the vessel was constently heading into the sea and swell or
had them close to dead ashead on either bow.

(e) At the time of the fracture, the air temperature was 27° - 31° and
sea tempersture was 33°,

L. At 1454 PST on 29 Februsry 1956, the SS WASHINGTON MAIL departed Pler B8,
Seattle. At the time of departure, the draft was 26' O7" forwerd and 31L' O5"
aft, with & mesn draft of 29' 00°. The vessel had a 2° port list. The mean
frecboard upon departure was 5' 01", This was the mean bétween the observed
readings of 6' 05" on the starboard side and 3' 09" on the port side, each
dimension being taken between the freeboard markings and the water's edge by
perscnal observation of the Chief Mete. Since the load Line Certificate
stated that the vessel had a winter freeboard of 5' 03" and a sumer free-
board of L' 07.75", the mean sailing frecboard was 2" less than the freeboard
allowance for the winter zone and 5,25" more than the freeboard allowance for
the summer zone, The specific gravity observed at Pier 88, Seattle, on this




‘o

®

»

date was 1020, The freshwater alldwame gteted on the load Line Cortificate

was 7.5%. The freshwater allowance for pler 88, Seattle, was determined to
be 15" or X0 percent of the total freshwater allowance, 4 steameout -
gllowance of 1" was used in the ecomputetions by the carge surveyor end the
Chief Mate for comsumption of fuel and water from time of departure from

winter zone. As previously stated, the vessel had & ¢loarance of 5.25" without
considering any freshwater allowance, for the sumer gone which is governing

ab Seattls, The U. 3, Customs recorded draft on date of pailing was the

same as mentionsd above. '

5. A summary of information which is contained in Exhiblts oovering the

cargo and fluid weights aboard the vessel is hereby stated. The waights

given below include gll weights in 211 holds, deep tanks and double bottom _
tanks and weights of deck cargo in the particular area of the vessel which is
mentioned, The figwres given below are for the estimated losding conditicn

of the vessel at 1200 (Zone plus 10) on 3 March, 1956, It is assumed as fact
that the below stabed éonditions at this time were almost identical to those
yhich existed ono hour and fifteen minutes later or at 1315 when the casualty

oacurred:

(a) Forepeak tank - 84 ?ﬁl)’
(b) Nos 1 Hold Area -_2_ 05 S/T
(c; No. 2 Hold Area ~ 2647.k S/T
(a) No. 3 Hold Aves ~ 2336.8-S/T

{e), Peep Tanks under machinery spaos - 130 s/T
: Ef; No. L Hold Avea = 2678 S/ ’ o
{g) Vo. 5 Hold Area - 2361 S/T
(h) Afterpesk tank + B8.96 S/T

rough engineer!d log was saved and 88 atated above the Chief Engineer's
testimony bad to be taken into account in making these computations. -

It is to be noted that the welights stated on the cargo plan, which is enclosed
as an exhibit, are in short tons and the welghts first arrived at by uvee of
the tank capaolty tables were in long tons. The last was converted to

short tons, such that the total figures would be in short tons.

6. At approximately 1300, (Zene plus 10) on 3 March, 1956, @1l 51 orewnembers
and the 9 passengers aboard were in the smidship deck house. Since this
date was a Saturdey, the mejority of the crewmembers who wers off watoh had
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purned dn and st this tine thh witbh on the bridge, whish oonsisted of the
Thind Mate and the man et the. Wnedl, and ong of the passengers who was taking

photographs on the £ly. ‘bridge ¥e‘|re ‘the .only persons on board who were
ldoling forward. At 135, the mate.on watich: and: the passs both felb.

the vessel underge a distihet sagging amidships i conjunction with & loud
deep rumbling sound which appeered t6_omanste from deep down in the vessel

in the vicinity of No. 3 hold. Monients thereafter the amidshins section of
the vessel appeared to rise on a swell and then to immedistely &ag again, and

of five seconds, the vesigel Was Bebéi'éﬁed into two.parts. The first 1oud

deep rubling sound was followed by two sharper sounds which appesred to be
very close together. The véssel hed parted in the vicinity of the aftor end
of No. 3 hateh coaming, The Mister, who had been 4n his cabin immediately
below the bridge, dashed to the bridge, stopped the engines and immadistely
placed them on "full asteyn.® : During the period that he wes rapidly proteeding
to the bridge from his csbin ore ideck below, the mite sounded the gencral
alsrn. The Master immediately ool over the com, and after assuring himsell
that collision betwoen the after and forwerd parts of the vessel did nob
appear likely, reduced the speed of the engine and progseedsd to back the

stern section into the wind at a very slow speed. Before he could complete
this maneuver, the plant was lcst wntil sbout; 1430 vhen the Chief Engineer
was able to again get it in dperaticm. The fires in the boilere had been
dravn by the wateh below shordly after the dasualty at 1315 and eircuit
treakers on the main board had openad due to the break in wiring to No. 3
lower ‘tween deck reefer boxes and the foreard ventilation system. The
clrouits wers erergized at that time, The engine was stopped to pravent
complete loss of steam in the boilers. The three distinct sounds were :
desgeribed by a number of witnesses. Their testimony varied from sounds which
were positivaly identified as that of exploslons’ to those which sounded like
deep rtmbling shocks. Various of tie witnesses interviewed tegtified to the
presence of swoks for a brief neriod of times which smoke was described by
some as snelling like cordite and punpowder. Other witnesses testified that
the smoke smglled like burning olectricel wiring, The mate on wateh and the
passenger on the flying bridge both stated that the bow of the vessel wes into
a moderately heavy swell at the moment of the first sound. These two persons
slso teatified that their impressions were that the port side of the main '
deck. sopavated first and that the starboard side of the main deck geparated
1a6t. The mate on watch gave & very vivid deseription of the forward section
of the vessel appearing to rise very high, in his estimate, above the after
section, in eonjunction with the first sound, and then settling and completely
breaking awsy on an apparently even keel aan ' _
witnesses interviewed stated that immedistely after the separation the stern
section appeared to settle by itg stern and that this angle was meintained
until shorily before the abandoning. Other than what has been stated above,
there was no sdditional jnformation received copeerning the term “explosion":
or concerning the existence of any fire in either of the two sections of the
vessel. ' :
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7. Immediately after the geparation, the Master mustered g1l hands at thele
boat stations with life jeckets, and after receiving & report from the
engineroon decided that it was safe to delay sbandoning the vessel and, perheps,
be able to save the after end from sinking. With this in mind, the Chlef
Enginesr took vractically his entire crew below and the plant was again placed
in operation and pumping was begun 'because of a small leak on the port gide of
the bulkhead between No. 3 hold and the forward part of the firercom and at the
lavel of the first platform. This/ leak was easily controlled by the pumns,

and the amount of water emtering the engineroom appeared to be intermittent
becanse the leak appesred to open and close as the vessel worked in the sesway.
Tge leak on the port side appeared 1o be in way of a welded seam, in the :
locations previously mentioned. This crack was estimated at approximately 18
inches in length on the port side of bulkhead 102. Shortly after the plant and
pumps were again in operation, a heavy banging sound was heard to occur on the
starboard side of bulkhead 102, at about the level of the platform deck which
was approximately 8 feet above taec tank tops, and the entire bulkhead appeared
4o shake from the foree of an unknoun object which appeared to be striking -
the No. 3 hold side of the bulkhead. ' '

8, The Radio Officer, who was 4n the redio shack at the +ime of the casually,
was ordered by the Master to send out a distress message on 500 kes. approxi-
mately one minute after the casualty occurred. Due to the fact that his main
antenna had been torn down by the geparation of the vessel, an emergency
antenna had to be rigged, and after numercus unsuccessful attempts the first
radio contact was made with the USKS GENERAL FREFMAN, at approximately 1439,
zone plus 10 time. The information from the FRERMAN was that she was approxi-
mstely 65 miles southeast of the basualty position and her estimated time of
arrival was stated as being approximately 1845 on 3 March, 1956. The USNS
GENERAL FREGMAN made radar contact with the stern section of the vessel at a
distance of 18 miles at 1848, on this date.

9. At spproximately 1515, the unidentified object which was pounding against
the starboard side of the bullhead at frame 102 opened a hold in the bulkhead
in the vicinity of the lower 'iwecn deck lovel. This opening, which was
merely a crack at first, ultinately opened to a size of sporoximately one foot
gquare, with part of the bulkhead plating being bent back into the enginerocom.
A1l efforts to stop the flooding from this source, by the use of stuffing
material and wedges that were placed 4n the opening, was of no avell. The
Chief Engineer did not desire to use shores, since the only object ageinst
which he ceuld place the shore was the gide of the boiler, and he was ‘afraid
of opening a hole in the hoiler with the danger of fire, or, possibly, live
steam escaping into the area. All available pumps in the engineroom, in-
cluding the bilge pump, the main eirculator and the emergency injection pump
were used in attempting to kecp ahead of the influx of water.

10. After establishing contach with the FREEMAN, the Magter. and Chief Engineer

had plammed to attempt to keeo the stern half afloat as long as possgible, and
if it appeared safe to do 50, to attempt to bring the stern half into port.

5
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/™ After it became apparent,

-

becansé of the opening on the storboard side of -the

—  bylkhead, that difficulty was beinz expericonced to a greater degree with the

jnflux of wabter into the englnerocm, ‘plens were made to abandon the vessel
arrival of the GENERAL FREIIAN dn the vicinity of the after end of the

WASHINGTON MAIL, A% aporoximately 1900,

the engineroom because the pumns gotild not keep up with the water which hed

then risen above the top of the floor p
fires in the boilers, At approximately:

1ates and had bégud to extinguish the

1900, No. 2 poat was 1sunched, and ab

approximately 1903, No. 1 boat was launched. A1l of the 51 orcumembers and
and 9 passengers were safely debarked in these o 14 feboats. Shortly there-

after, all persond in the %wo boats were guccessfully taken aboard the USNS
GENERAL FREEMAN without serious infury or 1085 of life under the 3

vorsening weather conditions. R

11, The stern section of the vessel ﬁisappaared fron the radar scope of the
USNS GENERAL FRE:MAN at approximately, 2118, zone plus 10 time. All passengers
end oresimembers wers debarked Prom the GENERAL FREIMAN at Kodink, Alaska, and

returned to the United States by air.
12, The testimony of various, withebses

and one of the ahclosed photographs

egtablishes that the after gegbion of No. 3 haboh dosming remained with the.

after half of the vessel, part :anhd

starboard #ides of the after part of

the hatch coaming at No. 3 aboh were bent slightly aft on either side d
there was a fracture in the denter of the vertical portion of the hatch
The fracture on the weather decl apparently ran gérectly slong the after section

~ of the hateh coaming at No. 3 ha or al Frame

from the after port corner of the hatch,
gide of the vessel. IDue to some of he
aboard and cbscured this portion of the

coaming at Frame 90, teward the forward

, and appeared to continug
“directly across the main deck to the
detk cargo of lumber which remained

P

fracture, positive jnformabion could nob
be obtained. The nature of the separation on the starboard side of the weather
deek in the vieinity of the afber énd of Yo. 3 nateh was that the geparation
extended rather sharply aft, from the alter sharboard corner of No. 3 hatch

edge of the deck house. . Testimony

concerning the fracture down the starboard gide indicates that the crack ran
in a wavy but Jagged line which tended generelly slightly aft towards the
waterline. It is estimated that this fracture reached the botbtom somewhexre
petween Frames 50 and 95 on the gtarboard side, There was 1ittle information
ascortainable as to the direction of the shell fracture on the port side,
except that it appeared to run almost vertically. e deck and side shell
fractures were jageged, particularly on the starboard side. Whether the
separation boundsry on the atarboard side of the weather deok was also the

fracture line could not be established.

13. The Board was unable to ascertain any information which could Jead to &
positive statement of fact as to bthe origin of the fracture, Testimony
4ndicated that the bottom section of the vessel appearsd to have separated -
first but it appears that the fracture may have Etarted anywhere along the
geparation boundsry. Further testimony was to the offect that the port side of
the shell and weether deck separaed first, and the starboard side of the shell

and weather deck separated last.

o ma——
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14, The S5 WASHINGTON MAIIL had been continuocusly under the operation of the
Amerdican Mail Lins sinse July, 1947. At that time, welded doublers were :
installed on the sheer strakes while the veasel was being changed to a shelter
deck vessel. Enclosed exhibits give the dotails of this iustallation. No
jnformabion wes obtained concerning amy casualty that the vessel might have
suffered between her date of build, in IokS, and July 1947. However, neither
the Master nor the Chief Engineer, who were present in 19LT when the vessel

was taken over, had eny recollection of any information concerning serious
casualties during those two years. The most serious casualty suffered by tis
vessel between 1947 and the date of sinking was a grounding while in & fully
loaded condition, in February 1949, &t Marrowstone Point,-Puget Sound, Washing-
ton, Extensive bottom repairs, in way of double bobtom tanks under No. 3 hold,
the engineroom spades and No. and No. 5 holds, were made as a result of -
damege received during this grounding. Laoldng any informstion to the contrary,
the Board is stating as fact that such repsirs were properly mada, as evidenced
by the Coast Ouard and American Burean ocertificates which have been issued
since 19k§. In 195k, an 1B foot gash was recsived on the port gide, exbending
fron vicinity of Frame 92, aft into the engineroom, ‘at the upper 'tween desk
level, when the vessel was blown bodily against a pler in Cebu during a typhoon.
This damage was permenently repeired overseas under the supervision of an ABdS.
inspector, and the repalrs were spproved after return to the United States by
both Coast Guard snd A.B.S. inspectors. lLacking ay evidence to the contrary,
it 48 stated as fact that these repairs were properly made. In 1954, a small
fracture at the port forward corner of the smidship dack house on the weather
deck wes veed and rewelded. In April, 1955, the forward starboard corner of
the amidship deck house at the weather deck level was found to have a 2k inch
fracture in way of Frame 95, and this fraature was veed and rewelded. Yo |
information other than that stated above wes adduced by the Board concerning
any cracks or frectures in sany of the vessel's strugture, from 1947 until 1956.
A1 witnesses who were interviewed stated that they had no personal imowledge
of any fractures other than those gtated above.

18. In sccordance with commnon prasctice abosrd ves@els which customarily carry
dsck cargoes of lumber, this vesasl had mmerous Gargo lashing pads and square-
shaped sockets for stowage timbers welded on the main deck for lashing of such
deck cargo. The total number of such 1ashing pads end sockets was not established
gince they were added in various Jocations on the weather deck from time to

time in order to properly lash deck cargo. Various key witnesses were questioned
aas to whether it had been peceesary to renew any welding on these pads or

soakets because of small fragtures. Testimony was received that there was .
recollection of welding of the vertiesl portiouns of the scuare soskets but no -
recollection of any welding that was necessary on the bagea of the pads or dockets

where they were connected to the weather deck. The Chief Engineer tostified

that never “in his lnowledge had any members of the crew dme any welding on any
part of the structure of the vessel and, further, that any welding on any part

of the structure had been dore in shipyards under the supervision of the Coast
Quard snd American Bureau of Shipoinz Inspectors. -
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~ 16, The Board adjowrned on 16 Mexch, 1986, subject to call for future Pro=
— cesdings for the purpose of oheol_d.ngtheevidenmmﬂ primarily to review and
take cognisance of the folloning documents: -

(2) The Design and Method of Gonstruction of Welded Steel Merchant
. Vessels, dated 15 July, 1946

(v) The Third Technical Progress Report of the Shipts Struotiure
Committes, issued 1 August, 3.

(c) The article entitled Rosearch Under The Ship's Structure Committee
as published in Vol. 60, 1952 of Transeotions of the Scciety of Neval

Architects md Msrine Engineers, snd the further conments made by '
various autharities on this article.

(d) M1 other available {nPomation ooncerning the mature of the
ship fractures in welded steel vessels.

17. Upon interview, the Chief Enginser stated that the fuel oil in the
sottlers was at a temperature of between 120° to 126° at the time of the
casualty. The settling tanks are located in the Forvard starboard and port
corners of the rachinery space and extend above and below the water line that
existed at the time of the casuvalty. The shell of the veasel on elther gide
forms the outboard aldes of the settlers. The Chief Engineer further stated
that it wes customary on the westbound trip to heat the fuel o3l but that oo
eastbound trips lghter oil, which was taken overseas, was used and 1b was
/~  not necessary to heat that oll. _
18. No persons were Killed or lost and no persons wera injured other than
: merﬁcial‘l:inoomacﬁonﬂththe cesualty, the sbandoning of the after
end of the vessel, or the rescus by the USNS GENERAL FREFMAN. The damege
suffered in connection with the total loss of the vessel was estimated at two
million dollars. The demage guffered in connection with the totsl loss of all
cargc was estimated at two million dollars. _ L

39, The Master and the Chlef Engineer publicly praised the conduct of the
entire crew. The Master, Chief Engineer, and the Chief Mate and other deck
officers stated that all lifeboat equipment warked in excellent fashion.
Strong recommandations were nads by the Master, Chief Engineer; and

Mate that all cargo vessels be equipped with motgr 1ifeboats because 1t was
their opinion that lives may have been loat had WASHINGTON MAIL not been
equipped with motorboats. They geve as thelir reason for this the extremely
pub and practically helpless condition of most of the persons in the boat at
the time of reséue alongeids the GENERAL FREEMAN énd sttributed guch conditions
to freezing spray end low temperature. . Recomsmendations were also made that
all lifeboats be equipped with apray shields to readuce the effect of wind and
spray at low temperatures. The Chief Engineer mads a strong recormendation:
that permanent croas-connection arrangements be made 4in the engineroonms of
this type of vessel such thsab allpmscauldmdﬂv snd easily be used 0

8
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discharge water from the engineroom. The Redio Officer gtated that he had to
fabricate an emsrgency antenna from wire which had not been previously cut %o

the proper lengih for the distress frequency and that the availability of &
properly cut and arrenged emergency antenna would have greatly shortened the

able 1o send out. The testimony of unlicensed personnel and the junior officers
was in complete agreement that the Master and the Chief Engineer maintained
complete discipline and control and performed adnirably during the entire
period from the time of the casualty at 1315 until the abandoning of the

vessel st approximstely 1900.

OPINIONS
20. The Board therefors is of the opinion that:

a. At approximately 1315, Zone plus 10 time, on 3 March, 1956, the
35S WASHINGTON MAIL while underway on & cOurss of 275¢ True into a westerly sea
and swell, broke into two parts over an estimated pericd of five seconds, and
both halves subsequently sank in the Culf of Alaske after all sixty persons
sboard had been rescued by the USNS GUNERAL FREEMAN. At the time of the casu-~
slty, the vessel was making approximately 73 RPM on 18 nozzles, and due to the
head sea and swell was making approximately 13 knots aver the bottom, At 1315,
the dead reckoning position was 610 00' N, and 147° 12! W. The bow ection
sank in estimated position 530 58 N., 1470 00' W, at approximately 1515, Zons
plus 10 time, on 3 Mardi. The stern section sank after the abandoning in
position 53° Su' N., 160 27" W., at approximately 21168, Zone plus 10 time, on
3 March, 1956.

b. The total loss of the vessel is estimated at approximately $2,000,000.
The total loss of the cargo is estimated at approximately $2,000,000. No persons
were killed or lost, or more than superficially injured, in connection with
g;; mﬁgualty, the sbandomment, or the rescue operatione by the USN3 GENERAL

c. The SS WASHINGTON MAIL was loaded in a satisfactory fashion in
gccordance with accepted standerds, and her draft, 4rim and 1ist upen departure
Seattle on 29 Febyuary, 1956, end at the tiime of the casualty, 3 Marchy 1956,

' are considered to be gatisfactory.

('\

d. Although sea conditions were moderately rough, no evidence hazs been
adduced which would indicate that the vessel was being unduly driven into a
head sea or being subjected to other than normal stresses and strains due %o
gsea md swell. The sea conditions existing at the time were normal for the
time of year in the area of the casuvalty.

e. m‘evidence'adduced points to the cause of the casualty as being
solely & cemplete structural failure in the vicinity of frames 90-95, which
faillure almost immediately resulted in the separation of the vessel into two
parts.

f. The identity of the heavy object which was pounding on the forward
aide of bulkhead at frame No. 102 and which ultimately punched a hole on the

/
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gtarboard side of this bulkhsad, could not be ascertained. It is believed
that it may have been some part of one of the reefer boxes in No. 3 lowsr
‘tween deck. This kole and the emsuing flooding cansed the sinking of the
after end. | . |

2. The definlte stertirg point of the fracturs could not be sscertained,
and it appears probsble that will never be ascertdined., However, probable
starting poilits which sppear 1lksly ares. -

(1) Comection of the bilge keels én either side of the vessel in
way of No. 3 hold. ' Lo :

ch cornet ab the after end of No. 3 hateh.

(2) Pallures in either heb
: (3) Possibile commencement in way of b didcontinuity in the shell
plating on the vessel's bottom bensath No.. 3 hold. '

(4) Minor wrmoticed rraoturés on the weather deck In wsy of cargd
lashing pads and sockets which were used for vertical square shoring hiembers in
the stowage of deck cax‘g?es of Lunber. v o

(5) D;.acoﬂbinui%ies near the top of thb sheer strake at the weather
dock edge on either side, such as scupper drains in way of No. 3 hatch weather
deck area. . '

(6) Radical differences in temperature of the shell plating in way
of end just forward of the fuel oil settlers which were heated to between 120° -
126° Fohrenheit, msy have introduced a discontimuity in the strength of the
shell forward of the bulkhead at fyame Wo. 102,

h. Thare wes no evidence of nezligence or misconduct on the part of
any persons sboard the SS WASHINGECGN MATL, at the time of the casualty. in
contrast, there was much testimony concerning the excellent performance of
duty, of maintenance of discipline and attention to duty under most difficult .
cirounsgances. In particular, the Master, Dudley A. Durrant, and the Chief
Engineer, Earl D. Bostick, exhibited commendable performance during a time
of great distress. _ : :

5, At the time of the caauaity ‘there were no outstanding requireruénts ,
against the vessel from either the U, S, Coast Guard or the American Buresu of

Shipping.

j. The focts adduced in this cese lead the Board to feel that it is
2 matter of utmost urgency that immedidte steps be teken to rectify the situation
which is balieved to exist in the structure of C=3 type cargo vassels. 1t
seems apparent that the ateel of which those vessels were bullt, at least
through 1545, is notch sensitive and must have & relatively high transition
temperature. In this comnaction the Board feels thab previcus standards which
were widely accepted throughout the marine industry as to the meaning of the
term “seaworthiness," as applied to vessels of this class, must be modified
unless immediste steps are taken to strengthen the structure of these vessela.

10
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21. In meking the following recommendations, the Board is. taking into conq:{de-
eration the informed conclusiong based upon research, which were madg undey tixe
Board of Investigation and by the Ship's Structure Committee, concerning etack
arrestors. The Board further feels that the term merack arrestors” should nob
include welded doublers which nay ¢ add to thickness of plating and have no
effeot upon the srresting of any ke which may atart, but should be limited
striotly to slotted platirg whioh is covered with riveted doublers. |

22. The Board therefore recommands that:

a. The Commandent consider requiring the immediate straengthening of all
vessels of this class by the fibting bf the seme with appropriste slotted and
yiveted erack arrestors and sugh othér reinforcement of the hull girder as is
deemed necessary in order to prevent simila® sadualties in the future.

|

b. The dent consider the issuance of lette mendation to
the Mastaer, % and the Chief Engineer, for
their performance under most difficult cond! dant consider

issuing a letter of commendation to Ciptain | USNS GENERAL
FREFMAN, for the rescue operation under diffioul$ conditions.

c. The Commandsnt consifier recommending to the F.C.C. that all
vessels be required to have ah emergency antenma properly stowed and protected
from the weather and properly cut for the dlstress frequency of 500 kes., such
%hat it can be installed for immediate use in a ninimim period of time, In
thie connection 4t is felt that had the WASHINGTON MAIL been flooding in the
engineroon shortly after the casualty, the vessel may have gone doun without
any distress message having been tranmmittdd due to the lack of a proper
antenna.

d. The Commandant consider requiring more questicns concerning damsge
control on both deck and engineer officer llcense exsminations.

23. Other thsn as stated ébove, no further action be taken and this case
be closed. '

(signed) Arthur L. Dickert

ARTHUR L. DICKERT _

Captadn, United States Coast Guard
Cheirman

(signed) George C. Streng

GFORGE C. STRENG

Commander, United States Coast GQuard
Mamber Reserve

(sizned) William C. Foster

WILLIAM C. FOSTER

Commander, United States Coast Guard
Mewber and Recorder
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The Board then, st 12:00 noon, Tyesday, 2l April, 1956, adjourned to

"\ gwait the action of the convening suthority.

-

(signed) Arthur L, Dickert

ARTHUR L. DICKERT _
Captain, Undted States Coast Guard
Chajrmsn .

(signed) Williem C. Foster

Cc. FOSTER _
Commender, United States Coast Guard
Member and Recorder






