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Commandant's Action
' on

Marine Board of Investmum DREDGE NO. 906 4n tow of M/V E. JAMES
FUCIK, capsizing and foundsring, Lake Michigan, 23 May 1956, with
loss of life

1. Pursuant to the provisions of Title LS C.F.R. Part 136, the record
of the Marine Board of Investigation convened to investigate subject
casualty, together with its Findin:s of Fact, Conclusions, and Recom-
mendations, has been reviewed.

2. On 22 May 1956 the DREDGE NO. 906, aporoximately 685 g Zste, a steel hulled,

box type, non-selfpropslled vessel 110 ft. by 4O ft. by 11.5 ft., built in
1912, fitted with boom and dipper and necessary power, auxiliary machinery
and equipment for dredging purposes, was engaged in dredging ovnerations in
Lake Michigan at Osk Creek, Wisoonsin, approximately 1l miles south of
ifilwaukee. The dredge was fitted with a sunerstructure constructed of wood,
housing the machirery and equipment and providing living accommodaticns and
messing facilities for the persomnel engamed in the dredging operations. .
No effective provision, either in design or construction, was made to pre=
vent the ingress of water into the interior of the dredgze through the many
existent topside openings so as to withstand rough weather on a voyage on
the onen Lakes. During early evening on 22 May the wind began to shift to
the northeast and the sea to piek up. At about 2250, due to worsening'

" weather conditions, the decision was mede to tow the DREDGE NO., 906, with

her crew aboerd, toward the shelter of Milwaukee harbor using the motor tug
E. JAMES FUCIK, rather than to seek refuge for the dredge and crew at Oak
Creek or to transfer the dredge personmel ashore at Oak Creek. While en
route from Oak Creek to Milwaukee, the weather continued to worsen, the
dredge began shipoing seas and, due to the many toneide onenings, consid-
erable water entered into the vessel. The dredge took a list, a guy wire

‘parted causing the dinver boom to shift, inereasing the list, and the

dredze soon thercafter capsized and sank at about 0215 23 sy 1956 appro:d-
mately 2 1/2 miles off shore, 6.6 miles 130° T from Milwsukee Breakwater

~ Light. The yawl boat on board was not launched and evidently all nersons

on board, excent possibly one or two who may have been trapoed in the ves-
sel, entered the water directly, wearinz life nreservers. A4s a result of

this casualty, 9 nersons lost their lives, of which 7 lost their lives by

drowning and exposure. A




(DREDGE NO. 906 - a-9 Bd)
REMARKS

3. The Board recommended that the evidence and findings of the investi-
gation be referred to the United States Attorney General for probablse
criminal action. The Board, however, did not cite any Statutes, criminal

or otherwise, that may have been violated or identify arny persons who may
have been gullty of any such violations. It would asppear, however, that
Martin Walsh, the person in charge of the dredge, violated the provisions
of 18 USC 1115 in that (a) while weather conditions permitted and facilities
were avallable, he failed to transfer to shore at Oak Creck and security

the 19 persons quartered on board the dredge and (b) he negligently ordered
the dredge with 19 persons on board to be towed from Oak Cresk to Milwaukee
during rough weather, which dredge under the circumstsnces could not be ex-
pected to undertake such voyage or operatdon with safety to life, as the
result of which negligence the lives of 9 persons were destroyed. The execu-
tive officer of the Merritt-Chepman & Scott Corporation charged with the
control and management of DREDGE NO. 906 apparently alsc violated the pro
visions of 18 USC 1115 in that (a) he allowed the DREIGE NO, 905 to be navi-
gated and operated on the open waters of Lake Michigan during rough weather
with 19 persons on board, knowing that such vessel was structurally wnsuitable
and was not properly equipved for such navigation and operation, and (b) he
allowed the DREDOE NO. 906 to be navigated and operated in the open waters of
Lake Michigen during rough weather, which vessel under the circumstances
could not be expected to undertake such voyage or operation with safety to
lifo, as the result of which negligence the lives of 9 persons were destroyed.

L. In connection with the Board's recammendation that legislation be ad-
vocated for the extension of inspection and certification requirements to
non-selfpropelled vessels equipped with machinery or pressure vessels, or
carrying more than six persons, and operated in ocean, coastwise, or Great
Lakes service, it should be observed that existing statutes and regulations
thereunder now cover to a considerable extent the safety of non-selfprooelled
vessels of the tonnage of the DREDIE NO. 906 operating or navigating on ocean
or coastwlse waters. Existing legislation will be reviewed in the lizht of .
the Board's recommendation and corrective action as found necessary will be
instituted.

5. Subject to the foregoing Remarks, the Findings of Fact, Conclusions, and
Recommendations of the Marine Board of Investigation convened to investigate
sub ject casualty are approved.

(signed) A, C. Richmond
A. C. RICHYOND
Vioe Admiral, U. S, Coast Cuard
Commandant.
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REPORT
of a
MARINE BOARD OF INVESTIGATION
Convened at
Milwaukee, Wisconsin
to inquire into and investigate the sinking
of the DIREDIE $#905
in the vicinity of South Milwaukee, Vis.,
west shore of Lake Michigmn
on 23 May 1956
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After full and mature deliberation, the board finds as follows:
FINDINGS CF FACTS

1. While bound for Milwaukee, Wisconsin, at or about 0200 (CST) 23 May
1956, the nonself-propelled credge number 905, an wninsvected, unregistered
American vessel, dimensions: 110 feet by LO fest by about 11 feet, six
inches, sank 6.6 statute miles from Milwaukee breakwater light (LL 1657),
bearing 130° T. The tug E. JAMES FUCIK, a registered, uninspected American
vessel of 95 gross tons, was towing the dredge at the time of the casualty.
Seven crew members of the dredge perished and two others are reported
missing. :

2. Description of vessels invelved:

Name : E. JAMES FUCIK | Dredge Ho. 906

Type: - Tug , . Nonself -Propelled

ON: 227498 None

QT: - 95 -

NT: | ' 6l ) -

DIM: 79.8¢ x 21.1' x 11.3¢ 110' x L4O? x 11'6" Fud &

‘ ‘ 10'6" AfS

BUILT: 1928, Manitowcs, Wisconsin 1912, Manitowoc, Wisconsin

HP: 800 - A

Home Port: Chicazo, Illinois —_—

Owner: Fitz Simons & Connell Dredge Fitg Simons & Cormell Dredge
& Dock Company & Dock Company
Division of Merritt<Chapman & Division of Merritt-Chapman &
Scott Corporation _ Scott Corporation

10 South LaSalle Streect
Chicago, Illinois Chicago, Illinois

3
3. i }The Fitg Simons and Connell Dredge and Dock Company was engaged in
dredging the turning basin (see Exhibit 5) at the Wisconsin Electric
Power Plant, Oak Creek, Wisconsin, on 22 May 1956.

k. At or about 1730 {CST), om 22 Hai ﬁ6l engmeerF of the
tug E. JAMES FUCIK, informed Mr. a general foreman, that

the La Fote weather forecast indicated the wind would be out of the northae
east at 25 miles per hour during the second pericd (2300 (CST), 22 May 1956,

10 South LaSalle Street

i
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to 0500 (CST), 23 May 1956). Mr. d already received a weath
% about 1615 from Mitchell rield. He later informed Captain

daytime capta 1 ! e, of the weather forecast in the
nresence of Captain in charge as of 1800 (CST), while
they were eating supper at or about 17.S.

5. Captain called Mr. on the radiotelepiione at asbout 2130
and asked him wl e wantes to do concerning the change in shift time

and moving the dredge into the slip., His answer was tha: it was up to the
master of the dre Captz. sh. The tug captain ihen called over %o
dredge coal passer had him ask Captain Martin Walsh, a
man of 40 years' experlencs on dredging work and five years as dredge
master, whether they couls change crews and go into the slip.

6. The answer of Capiain Walsh, returned by [l +as, "No, we'il tow
now to Milwaukee." Capizin wWalsh testified thai after receiving the
weather report at about 2130 indicating the wind would swing north and
then northeast, he wan:2d to get cut as fast as he eould.

7. The self-unloa‘cr SIERRA of the Columbie Transportation Company
was discharging a carzo of coal at the Oak Creek dock. _

8. According to:Captain Walsh, the wind shifted to ncrtheast at abous
2200. ‘

9. At the time of departure, 2250, Captain Welsh stated the wind was
north to northeag’ at sbout 15 miles per hour with waves of three to four
feet. Captain [ tostified that the wind was north northeast at 20
to 25 miles per lour with seas of about three snd one-hall feet. The
anemometer at tie Oak Creek dook indicated winds of 20 miles per hour,
while weather biireau recordings at 2228 indicated winds out of the north
at 32 miles per hour with gusts to 4O miles per howr. (See Exhibits 6,

10, The dradge was towed stern first. The dipner end, normally the

forward end. became the stern during towing. A one and cne-eighth inch
-towing cabls with a scope of 900 feet fastened to a bridle was secured

to the dredie’s second timberhead on both sides. The cable on the tug
was secure!. to a Jolmson electric towing engine equipped with brake and
autematic -feed. ‘ '

i‘L. S conditions worsened as the tug and tow broceeded on a course

“of 023° T at 750 RPM (normally six and one-hslf miles per hour). At about

2300, on:rator second in command, ordered the dredge crew
to put rn life preservers. Gaptain Walsh was standing by at the shovel
lever controls in the lever house. .

1e. After being underway for about an hour, _testified
they vare making water around the spud casings and behind the boiler,
the s 'ter end of the dredge degkhouse. The after end of the dredge's
wood:<n deckhouse had 12 by 12-ingh timbers built up to = height of about
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" five feet to protect the house during towing. However, the sea was coming
in through openings in these timbers and over the top, vhere it was break-
ing through the deckhouse planking.

13. The dredge, a vessel with steel hull, steel main deck, and wooden
deckhousing, contained four athwartship compartments. (See Exhibit 4). .
Separating bulkheads were ncrwatertight with open bilges that drained
forward toward the dipper end. Watertight compartments surrounded the

two spud casings on the diprer end. The vessel was equipped with two
six-inch syphons near the centerline well.forward, a three~inch syphon

in each of the two watertight compartments around the forward spud casings,
and a gasoline driven pump with three~inch discharge, located forward in
the engine room.

1. The operator reported to Cantain Walsh that they were making water
faster than they could get rid of it. Bags, old oilskins, wood, and other
available items were used to plug leaks. With the sea washing out their
pluvgs, operator Selvick again reported to Captain Walsh that there wes
almost four feet of water ir the engine room, a height about even with
floor plates, and that the water was coming higher.

15.  About ten minutes later, the dredge captain blew the danger signal
of five or more blasits on his whistle, but it was nct heard on the tug
FUCIK. There were no other distress signals on board the dredge.

16. The dredge had develcped a sterboard list, according to Captain Walsh,
about one and one-half feet. At or about 0200 (CST), 23 May 1956, the

port boom guy, a one and three-eight-inch cable, stranded and parted; the
boom swung to the starboard, giving the dredge a greater list. Although
steam pressure of about 145 pei was maintained, the dredge captain at the
lever controls was unable to return the boom to its midship position.

3 *\mtied the yawl boat's bowline, a wooden boat about
16 feet long t was located forward on:the main deck of the dredge.
Except for life preservers for everyone on board, the yawl or working
boat was the only lifesaving equipment on board,

up against the lever house that were
trapping Captain Walsh, eft the yawl and assisted the year-old
captain through cne of the w ws and up the deck, which was now at an
angle of about L5 degrees, Other members of the orew wers gathered on
the high portside; shouted "Jump.® Notieing their hesitation,
the operator jumped first and the others followed. According to the
“testimony, all members were wearing life preservers.

18. Seeing two barrels t

19. About L5 seconds later, the dredge turned over and sank, between
0209 and 0205, in about 63 feet of water, on a bearing of 130° T from
the Milwaukee breakwater light (LL1657) and at & distance of 6.6 statute
miles. (See Exhibits 3 and 7). The tow had made good a course of

015° T at an average speed of 2.04 miles per hour.




20. Dredge lights remained on unt.il it turned over.

21. According to Captain Walsh, the wind was about northeast, 30 to 35
miles per hour, with 12 to 1lj-foot waves. The tug caotain estimated the
wind at 35 to 10 miles per howr, with gusts to 55 and li-foot seas.
Weather bureau instruments indicated winds from the north at 29 miles per
hour, with gusts to 38. (See Exhibits 9(1) and 9(2).) The anemometer
at Oak Creek indicated winds of 18 miles per hour, with gusts to 23.

(See Exhibit 6.)

g%.) ) Lake water temperature was between LS and SO degrees. (See Exhibit
2 . . o .

23. “Tug engineer m noticing the dredge lizhts were off, said,
"I believe the dredge is a 1ist." Captain [ told the engineer
to make sure that it was not just water in the Mr. then saw
a flashlight blinking in the water. Ueck hand in the 2 room,
was ordered by telephone to pull in the tow. attempting to pull in
the towline, he replied that the cable seemed to be leading down; Captain
then told the deck hamd to let the cable run off the drum.

2k.

wérko

The FUCIK turned and started back to where the dredge had been.
tried to call for help on his radio, but it would not
He told the engineer to do whatever he could to repair the phone.

25. The tug captain used his searchlight to locate the cries coming
from the water and proceeded to pick the dredge crew ocui of the water,

2. At or about 0240, the engineer called "May Day" over the radio and
contacted the Port Washington radio station. Port Washington contacted
the Milwaukee Coast Guard and relayed the distress call. Satisfactory
commmnications could not be established directly with the Coast Guard,

8o Port Waahington acted as relasy station.

27.  During the rescue operations, the steamer SAMUEL MITCHELL, a 293~
foot vessel of 2, tons, called the FUCIK and asked if they desired
her help. Captain red "No,” stating that he feared the
consequencea of this larger vessel in’ thl dark vaters filled with men in
life preservers. : :

28,  Hearing no more calls firom the water and being unable to locate
anyone else, the engineer, at Captain [order, requested vermis-
sion to leave the area and take the survivers in for hospitalization and
treatment.

29. A Coast Guard hO-foot utility boat ut t.hc tug returning from the
scene. According to the tug captain, talking between vessels was almost
impossible. The two vessels went into the Coast Ouard Base where
ambulances were waiting and took the 13 dredge crew members to Johnston
Emergency and co\mt.yl General Hfspitala, Hﬂruqtul;ec, Wisconsin, .

.




30. Dead on arrival at the hospital were:
r Deck Hand . Josenh M. 0, Bradovich

Deck Hand

Deck Hand

31. A search was conducted from the air and ses, and the Coast CGuard
boat 30376 recovered the following bodies at about 0900, 23 May 1956:

Fireman ' Paul D, McKee
o .
o e
r~ | |
B

These bodies were wearing Coast Guard sproroved-type life oreservers when
recovered. {See Exhibit 10.)

32. 5t111 missing (31 May 1956) were:
. oiler on utch was last seen the duty fireman,
as the dredge was tum:lng over. was knocked back
room by sea and debris while @ g to climb the
I

forward enginercom ladder whicl; 1ed the 1wer eontrol house.

Oiler

Second Cook

%

!
W




was unable to open the portside engine-room door after ascending the
ladder, so he climbed through a nearby window out to the high side of
the dredge. Both men were vearing life preservers.

3. [ t:e cecond cook, was seasick an the
trip in the linen locker on the dredge starboard side. saw.
him there server on about 45 minutes prior e 8 .

ife pre
Deck hand %saw in the "bathroom" adjoining the
linen locker u

minutes prior to the casualty. The second
cook was still wearing a life preserver.

35. The following ten members of the dredge crew survived the casualty:

Chief Engineer, in

charge of Dredge,
(Also referred to
as Captain)

Deck Hand

Coal Passer

Cook

Operator

Deck Hand

Fireman

Deck Hand

Operator

| I
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Craneman

3. The dredge's log book was left on board the dredge.

31. Tug Captain testified that prior to the 1ll-fated trip
from Oak Creek, they "had difficulty in transmitting and receiving

on radio channel 1. Port Washington radic station told the tugmen that
if they had difficulty on channel 1 to use thannel 8 where reception

was better. Seven to ten days orior to. the casualby, the radio was serviced
by Wisconsin Bell Telephone Company man;who examined and tried the equip-
ment, and then reported it was satisfactory. ' After the casualty, on 27
May 1956, 1t was again serviced by Wisconsin Bell Telephone men (See
Exhibit 11) who increased the sensitivity received to 1 MV and made
frequency checks on channels 7, 8, and 1.

38. The following witnesses were intervicwed:

Dredge Capﬁa:l.n

Tug Captain

Dredge Operator

Tug Engineer

Dredge Craneman
Dredge Fireman
Owner-Representative
Dredge Deck Hand

Tug Deck Hand

L




CONCLUSIONS

1. That Gaptain Walsh had knowledge of the weather forecast at or about

2. That, although Captain as in charge at the time of receiving
the weather forecast, he was to be relieved by Captain Walsh almost
immediately.

3. That there was sufficient room at the Oak Creek Dock for the dredge
and SIERRA to moor.

4. That the normal towing speed for this tug and dredge was six and one-
half miles per hour. The trip to Milwaukee of about 15 miles should have
been made in approximately two and one-half hours under favorable conditions.

5. a. That, if the dredge had departed Oak Creek by 1800, it could have
made Milwaunkee without éncountering the prolonged and severe weather condi-
tions actually met.

b. That, if the dredge had departed at 2030 (two and one-half hours
before the start of the forecasted northeaat winds), it would have en-
countered northerly winds of about 20 milea per hour for the first two
hours, them winds from the north of about 32 miles per hour, with gusts
of about L0 miles per hour, and the probability of very adverse conditions
at the relatively-exposed Milwaukes Harbor entrance.

6. That Captain Walsh's judgment at the time of departure in selecting
Milwaukee for refuge rather than Racine was sound. With a following ses,
the tow would have been less seaworthy.

7. That, based on wind information availsble from the Oak Creek Power
Plant, wind conditions at the Oak Creek Dock were not as severe as those
encountered.

8. That, if the dredge had moored at the Oak Creek Dock along with the
SIERRA, 1t could have survived the storm.

9. That the dredge departed on its jJourney at 2250 in the face of adverse
weather conditions.

10, That the dredge captain had control as to when the dredge left the
area,

11, That, once under tow, a condition of joint responsibility existed between
dredge and tug captains. _ ,

12, That Caotain Walsh used poor judgment in remaining at the dredging site
too long after receiving knowledge of the weather forecast at about 1745
(CsT), 22 May, 1956.
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3. That, once having departed the immediate Oak Creek zrea, it was more
prudent to continuve into the general direction of wind and sea than to
attempt to return or beach the dredge on the rocky shozl and bluff coast
line.

1. That weather conditions emecuntered were more severe than forecast.

15. That, not knowing the wind and sea conditions which might have been
encountered in the reiatively-exposed slip at Osk Creek, and being of the
opinion that they could make Milwaukee safely, Captain Walsh chose the
latter course of action.

16. That the Dredge 906, although med in open waters sround the lakes,
is primarily used in protected waters, i.e., rivers and harbors.

17. That the breaking loose of the dredge's boom hastened the time of
sinking.

18. That the dredge would have sunk before arriving at Milwaukee even if -
the boom guy wire had not broken. _

19. That Captain Affleck's action during towing and after the dredge'’s
sinking was in accordance with good seamanship practices.

20. That, to the best knowledge of Fitz Simons and Comnell personnel,
the tug's radio equipment was operating satisfactorily prior to departing
Oak Creek on the ill-fated trip.

21. That the tug captain’s deeision not to risk the $3 SAMUEL MITCHELL's
oresence in the areas of the survivors is not guestioned. lMany survivors
have been rescued by vessels as large as and larger than the MITCHELL;
however, there have been ceses in which survivors have lost their lives
due to the difficulty of maneuwvering such vessels.

22, That stranding and parting of the port boom guy was a physical fallure.
23. That leaks through the spud-cable ooenings were design failures.

2, That leaks through the deckhouse were both design and physical failures.
25. That the casualty was due to poor Judgment in delaying devarture for
Milwaukee, and then encountering more severe weather conditions than fore-

cast.

26. That neither dredge nor tug nersonnel were required to be licensed or
documented by law or as a condition of their employment.




RECOMMENDATIONS

1, That the evidence and finding of this investigstion be turned over to
the United States Attorney (Jeneral for review, looking to any criminal
lisbilities disclosed.

2. That Headquarters advocate legislation to the effect that: The Coast
Guard shall at least once in every two years inspect the hull and equipment
of every nonself-propelled vessel, equipped with machinery or pressure vessels,
or carrying more than six persons, and operdsted in ocean, coastwise, or Great
Lakes dervice, and shall satisfy itself that such vessel is of a structure
suitable for the service in which she is to be employed, has suitable accom-
modations for the crew, and is in a condition to warrant the belief that she
may be used in navigation with safety to life, It shall then issue a cer-
tificate of inspection in the manner and for the purposes prescribed in 4421
and 4423 (46 USC 399, LOO) of the Revise¢ Statutes. (Note: U.S. Attorney
Edward G. Minor, Eastern District of Wisconsin, was present throughout the
board's investigation and expressed interest in legislation with regard to
dredges of this type. He has asked Senators Wiley and MoCarthy for laws

to cover lifesaving equipment on dredges.) The purpose of this recommenda-
tion is to expand the present law contained in 46 USC 395 and bring under
inspection vessels of this type not presently covered thereby. )

(signed) Edward 0. Clark
EDWARD O. CLARK
Commander, USCG - Chairman

(signed) Arthwr E. Wilcox
ARTHUR B. WILCOX ‘
Commander, USCG - Member

(signed) Edward R, Tharp
EDWARD R. THARP
Liecutenant Cammendsr, USCG -~ Recorder






