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Commandant's Action
on

Marine Board of Investigation; collision
of the /V DYNAFUSL and the i/V FERNVIEVW,
in Buzzards Bay, on 14 November 1963,
without loss of life

1. The record of the Marine Board of Investigation convened
to investigate subject casualty, togoether with the findings
of fact, concluslions and recommendations, has been reviewed,

5. At about 0653, on 14 November 1963, the Norwogilan
freighter FERNVIEY collided in dense fog with the United States
tank vessel DYNAFTUEL in the western approaches to Buzzards Day.

3. The collision occurred in daylight with otherwise good
visibility being limited by fog, in patches, to a distance
varying between 1/8 and 2 miles. The wind was from the north~
west at about 17 miles per hour., The tidal ocurrent was ncecarly

slack.

4. The collision occurred in Buzzards Bay main channel. The
scene is bounded on the east by Buzzards Bay mid=channel lighted
bell buoy BB, on the west by Hens and Chickens. lighted gong

buoy 3, on the south by Penikese lighted bell buoy No. Lk and
on the north by Mishaum Ledge lighted gong buoy 3A. The channel
which is about nine miles long and slightly over a mile wide

is oriented in a 065° - o45°% axis. GCoast and Geodetic Survey
Chart 1210 encompasses the area.

5, 'There is a discrepanoy of approximately three minutes
bhetween the time kept by tho two vessols, The timoe maintained
by the DYNAFUEL is arbitrarily accepted ag correct., Throe
minutes must be added to times given by witnesses of the
FERNVIEW, '
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6. The FIRHVISY, enroute New York to Bosbon passed Duzzards
Bay Lntraunce Light aboam to starboard at a distance of 1/2

mile and steadied on course 024°% True, speed about 18 knots.

The Pilot, Master and Chief Officer were on the bridge. The
radar was in operation on the six mile range and was being

usedt to check -tho vessel's progress by observing buoys along

tho vessel's track., A% about 0638, fog patches were encountared,
fog signals commenced and a Lookout stationed at the bow. There
was no reduction in speed. As llens and Chickens lightod gong
buoy 3 passed abeam %o port, course was changod to the xight,
and at O6LL the vessel was steady on course 064° True, with

the buoy 1/2 milc distant on the port quartor. The ship
continued on and at 0653 was observed by radar to pass betwveen
Mishaum Ledge lighted gong buoy 3A and Penikose lightod bell
buoy 4. The Master, who was observing the radar, testificd that
the vessel was to the right of the center of the cuannel., &t
0654, the Haster observed a weak radar contact about 10% on

the starboard bow at a distance of approximately 1/2 mile.
Moments later as the DYNAFULL was stzhted slightly on the sbipw-
board bow, the rudder of the PEANVIEY was ordered full right
and ithe engines full astorn. At 0655, the bow of ths TUREVIZJ
collided with the port side of the DYZATULL just alt of the
midship house at an angle of about 30°%, Apparently, the only
person on the FERANVIS to hear fog signals froem tho YAV UL
wns the Lookout who reported same jumodiately prior %o cellision.

7. Uitnesses for the PEANVISY testified that, following tho
collision, a series of tests revealod that when the cargo boons
wore toppod-up as thoy wero at the timo of collision, thay
intorfored with the radar and caused a "h1ind zone" from

005° to 007° relative on the starboerd bow and from 353° to
3559 pelative on the port bow.

8. Tho DYHAFUIL enroute Cape Cod Canal to MNowrarls, ow Jeraoy
in ballast, passed Duzzards Bay midechonnol Lighted boll buow LG
close aboard to starboarxrd at 0627 and cteadied on couxrun abL
True, spocd about 10 Imots. Tho Master, Chicf Officor,

Helmsman and lookout wero on the bridge. The radar uss in
oporation and, since it was not connccted o The Z¥ro o757,
prosented a relative represcntation. PRI Sk ooconnberod il
about 0635; fog signals vere comagnecd cid the eupin~s plo
standby. At about 0635, radar contact wos predle wAth S
bearing about 109 on tho port:bou, distancoe 0 nilen, i
specd was reduced to slouv and tho courss chnnged Lo 2uGM Do
which placed the radar contact ubout 25°% to 307 on ths povd




The Master and Chief Officer continued to observe the radar
contact; at 0653 with the contact still approximately'BOO

on the port bow at a distance of approximately 1~1/l miles,
course was changed to 2699 True pgc and the engine stopped.
‘the FERIVIEY was sighted through the fog on the port bow of
the DYWAFUEL at a distance of about 1/8 mile at 0657. The
rudder of the DYUAFUEL was placed hard right and the eagine
full astern. Backing and danger signnls were sounded ‘on the
whistle; the general alarm was rung. The collision occurred
at 0658 with the ship nearly dead in the water. Vitnesses
from the DYNATUEL testified that they did not hear the
FERIVIE's fog signals. Neither the lMaster nor the Chief
officer of the NDYRAFUEL maintained a radar plot of the
FERNVIEGY's approach.

9. Immediately following the collision, the fizxed CO, fire
extinguishing system for the cargo tanks of the DYFJAYUEL were
released. However, the engine room and after portion of the
vessel was on fire; and the crew of the DYWAFUEL, four of whom
were injured in varying degrees, abandoned the tanker and went
on board the FERNVIEW., Coast Guard assistance arrived at
about 0900, and by about 1200 the fire was under control and
extinguished by late afternoon. The ships remaincd locked
togather until approximately 0730 on 13 November when they
separated and the DYNAFUEL capsized and sank.

REMARKS

1. Tt is considered that the principal cause of this casualty
Was the failure of the H/V FEANVIEY to proceed at a moderate
speed in fog.

2. The Board's conclusion that the DYNAFUEL was within the
"hlind zone" of the FERNVIEY's radar and remained undetected
until about . a 1/2 mile away is concurred in. lowever, this
condition in no way lessens the fault on the part of the
FERNVIEY for its failure to go at a moderate speed and serves
to reiterate the hazards of relying solely on radar when
navigating in fog and the necessity for Nasters, Mates and Pilots
to comply with their statutory responsibility to go at a
moderate speed. .

3, The Board's recommendations to cite the ovners of tho:
FERNVIEW for violation of 33 USC 192 and to inetitute further
investigation under the Suspension and Revocation Proceedings
against the Pilot of the PERNVILDW are concurred in; and action
has been instituted in both cases. '



4, The DYNAYUEL is considered to have, in the main, cormpliod
with its statutory rosponsibilities prior to and at tho time

of the collision, Upon entering the fog, the onginos were
placed on stand-by and the fog sipgnals commenced; whon radar
contact was mado with tho FERNVIEV, speed was reduced to slow,
and the course changed 15 dogroes to the right; wvhon the xange
closed to 1-1/l milos, tho ongines ucreo ctoppod and course
changoed anothor 10 degroos to tho right; vhen collision wasn
imminent, the engines wero backed full, and rudder placcd full
right; and at tho timo of tho collision, the vessel was dead

in the water or nearly so, Although a radar plot would havo
confirmed a devoloping dangerous situation of which the lastor
was already innatoly aware, it is doubtful that any subscequont
maneuver based on information obtainod from such a plod would
have placed the DYNAFUEL beyond the roach of danger. The
purpose of Article 16 of the Rules of tho load is %o remove
from the potentially hazardous foj situation as much danger

as posgible, The lMaster of the DYHAYUZL hod a right to oxpeot
the TERNVIEY to comply with its statutory responsibility and

to procood with caution., Accordingly, the Board's recommon-
dations to cite the owmers of the DYNATULZL ond to conduct an
invostigation under tho Suspension and Wevocatiion Procecodings
with rospect to the failure of tho Hastoer of the DYUATUSL to
plot the FERNVIEY are disapproved.

5, The Board's conclusion that tho position of tho collision
wag 41i¢, 28,2 N, 70°, 56.5 ¥, is not comcurrcd in, Joseomising
thot it is diffiocult to esbtablish tho cxact posidion of o
collision which oocurs in donse fog, 1t is econsidercd Uhad (o
pocition given by the Hastor of the FARNIVESDY of k1Y, 25,0 N,
20°, 55,8 W i3 mors noarly corroct, Mn iy repord, Lhews TRs
no natorial changoe in the course and spoed of bl LHLMVIEG
botroen tho time tho Master, who was wabehing thr rodon,
obsorved the ship pass betwoen Hlzhauwa Lidzge Tishbtod o e
34 and Peniliese lightod bell buoy L oand tho sollisiocun.  Jarehige,
thic position is in close proximity Go thosa given by uhe
1icensed Pilot ond the Chiof Officer; and the position uk
dotermined by the Coast Guard icaring Zxaniner.

6.  The Board's conclusion that the phonowcun of Sho HLAndd smone
on oithor side of the FIMHVIZ s bow wou unimoini So Box

perconnel bu¥ that the poscible exlstonco 0 vuch bitind Sones

was uithin the cognizonce of ths Tilot e wnGiiid iponvbencd LU
to tho vossol's Hastor nor took vieps Yo corvcnnute Jon iy
e -

t

possiblo existonco requirocs concicdorable guniification. LT

appoars that the vassol's peraonnel Uore net oiensd o wlea DEING
zonos and in She absence of tochnical information coneurning Yo
radar installation ond additional gonoroel infer i
the voosclls oporation, Lho ronson why the OsLEUOnsG
zones woas undotoctoed cannod boe dotoerinined. Downvoy,
jrplication that the Yilet was avnre of wle ponsiblico

N . -
shion conoo

I
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Master or taken steps to compensate for their existence is not
concurred in. Although the Pilot may have known from experience
on other vessels that king posts and carge booms ocould interfere
with the operation of a vessel's radar, he cannot be oxpected to
be completely familier with each vessel's characteristics. The
Master of a vessel is at all times ultimately responsible for

jts safety and bears the responsibility for informing the Pilot
of any unusual peculiarities of the vossel's equipment and opera-
tion. :

2. Subject to the foregoing remarks, the Record of the Marino
Board of Investigation is approved.
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5943 /tMIS 04627
28 April 1964

MV DYNAFUEL (O.N. 249771) and MV FIRNVIZY (Korwegian); collision and

fire in Duzzards Bay, Mass. on 14 November 1963 without loss of life

FACTR

1. At about 0658 hours LST on 14 Novanber 1963, ncar the entrance to

Buzzards Bay, Mass., the U.

5. tanker DNYNATUEL which was outbound in

Buzzards Bay collided with the -inbound Norwesian freighter FIRNVIEY in

conditions of limited visibility due to fog.

The collision resulted in

fire on board the ballasted tanker and injury to four (4) of that vesscl's

persomncl.

with damage restricted to her bow,

2. Vessel Data:

Subsequently the DYNAFULL copsized and sank while the FLUNVILY,
made safe harbor without assistance.

t FERMVIEN

MNAME s DYNAFUTL

OFFICTIAL NOQ. 1249771 :None
NATIONALITY U, B, ' :Norweglian
;IOME POR! :Philadelphia, FPa. :05lo, Norway
CIRVICE sTanker - sFreighter
Ly GTil 1309.1 T3 510120
LRIFANTH : 47,4

DEPTI : 21.9

GROSS TONS :3100 :6732

WIT TONS 12033 13778
PIOPULSTON :Dicsel tDiescl
HORSITPOWTLL 11400 :13,407
VWHEN BUILT 11946 _ ;1061
VHIERE BUILT s Jacksonville, Fla.

HULL HATERIAL :Oteal Stecl

MASTRR

:fun il Co,
1608 Valnut =5t.
PMhiladelovhia, Pa.

STDES
Oecans, issuc ;2-8, Provie llaugesud, Novway

Haster, Any

dence, R.I. 9-30-60

ons,

sA/S Glitere and A/C Marina
Box 355
Oslo, horway

Master (Norwegian) issued 7-4-49,

.
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CIRTIFICATE :Certificate of Inspection :International Safety Fouwipnent Certif,
DTV © 121 jfebruary 1963 . 122 March 1963
PO :Philadelphia, Pa. : 10sko, Forway
LAST INSPHCTION :Philadelphiia, Pa. :rslo, Horway
LA TE 12 February 19063 :22 darch 1063

3. DPersonnel Lata:

L. FEANVIGW
(1) Hhasger

(Norwegian Haster's License issued 4 July 1949
at Jaugesund, horway}

llis ¥. Hildreth

{Coastwisc laster's lecnbb issue §10-11,
. igsued at New York, N.Y. with verious JIirst Class -
Pilet Iodorsements including Buzzacds Bay)

(2) Pilot

(3) Fate on Watch (Chief Officer)

Borweglan Master's License)

(4) Engineér on Watch

Norweglan- Second Lngineersy License)

B. DYNAVULL

e -

(Jcean Hasterts Liconse
at Providence, a.d. uLLh vatdous firsy Clags Pilot

indorseients iacludings Buznzards bay)

- (I\-;i‘iti ) :‘IL‘;RLL}

(Ceean Chicf date's License dinsuod at Plriladelphia, Pa.)

issue j2-6, issucd .

(2) itate on vwatch
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(3)' Engineer on Watch st Assistant Engineer)

(Chief Y¥ngineers License for motor vessels of not
- over 1500 horsepower and lst Assistant Lagineer of
motor vessels of any horsepower)

¢. Injured (Forms CG 924-E enclosed)

N _ . i -
) - . ; _
4. The weather conditions at the time of the casualty were:

A.  Morning twilight with visibility 1/8 mile to 2 miles in light to
' heavy patches of fog. _

B. The wind was from the Northwest at about 17 knots.
C. The tidal'current was'slack as the flood tide which had been setting .

035°T at a velocity of less than 1 knot, ended at 0655 E3T; however,
the waters of Buzzards Bay were. choppy from the wind.

D. The temperature was about 45°F; the barometric pressure was 29.74 inches. -

5. DBoth the FERNVIEW and DYNAFUEL were appropriately manned and equipped; they
were displaying proper lights as well as sounding fog signals required by the
Inland Bules of the Koad which governed the situation at the time of collision,
Neither vessel expericnced any failure of machinery, and the navigation equip-
ment of both was operating effectively except for the rddar of the FERNVIEE.

6. The FERNVIEW's radar, although the set (British made Decca) was operating
properly, had a blind spot on ecach side of the bow. After the collision, tests
were made which revealed that the radar was blind on the FERWVIEW's starboard
bow from 005°R to 007°R and on the port bow from 353°R to 355°R. The blind
spots were caused by the large cargo booms forward of the wheelhouse having
been secured in an upright position (See enclosed photographs Exhibit L-11).

Tt was commen practice for the FURNVILW to secure its boows in that position
during coastwise voyages, yet none of her personnel was aware of the boowms
causing blind spots until the aforementioned tests, 'The tests were conducted
upon the suggestion of Pilot Hildreth who, having experienced similar blind

—3-
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spots on other vessels, thought the boons might have interfered, thercby
accounting for the failure of the FERNVIEL's radar to pick up the DYNAFUIL
prior to collision.

7. The FIINVIES departed New York City enroute to Boston, -Hass. with about
914 tons of general cargo, drawing 13 feet forward and 21 fect 10 inches aft.
Pilot Hildreth boarded the vessel at about 1900 on 13 Hovember 1963; however
he did not take over his coastwise piloting duties until the morning of the
14th when he came onto the bridge at about 0600 as the FERKVIEY neared
Buzzards Bay: Up to that point, the FIRMVIIL's voyaze from New York was
uneventful and will not be conmented upon except to note that observations
during that time showed the gyro compass to have a 1° westerly errer,

8. when Pilot Hildreth came onto the bridge, the FEINVIGH was on course

052° and at full speed of about 18 knots; Buzzards Light (i1, 465) was off to-
port and the Pilot gave courses to bring Buzzards Light to starboard; at

about 0630 the FLaNVILW passed tiigt light abeam, one-half mile of f to stars
board and was, at the time, steady on a course 'of 025° pgs, specd 18 knots.

Chief Officer Langeland, the helmsman and the Tookout had been in the whecl-
house prior to the Pilot's appearances When Coptain Olsen comc up on tlic bridge
at about 0625 EST, he saw Buzzards Light abeam to starboard and heard the Pilot
order course 025° shortly after he arrived., The Master, Pilet and Mate checked
the TERRVIEW's progress by observing the buoys abead.on the radar which had
- been in operation for scveral hours previously. At about 0635 fop patches were
encountered and Pilot iildreth left the radar aavigation to the Mate aund Captain
Olsen while he maintained a visval Lookout and started sounding fog signals of
one prolenged blast every minute. “he lookouf was sent to the bow with ingtrue-
tions to sound the ship's bell, loccted about 40 feet aft of his lockout statlon,
inasmuch as the bow telephone was inoperative.. If the lookout saw or heard
anything, the signals to be ased were as follows: 1f anyihing wos sea or Lhicara
to starboard, one ring; to port, two rings; aliead, threc rings: ‘ibe FNSNVIS
continued through the worsening fog patches on course 925 pge at 18 knotls;
nothing was sighted visually or oa tiic radar which was then en the 6 mile
range, cxcept the anticipated buoys and land werks which were Scen in thedr
true presentation on the scope.
9. At 0644, the Fil.VIE was steady o course 065° pge with lien awd Chickens
Luoy 3% (LL 467) about one-half rilc on her port quarcer. The vessel was
still at 1% knots and continued svunding fog signols as visibilivy ducleasud,
From radar observations by the MHoster, it was detercined tae Fuivid, was ou
course, a.s Hishawi Ledge Buoy M3A" (LL 470} and Penikese Island suoy N

(LL 469) were about cqual distaice on the port and starboard bows respectively.

At about 0653, the vesscl passed between buoys M3AY and U4t owitn buoy TN
about one-quarter nile off to starboard. Pilot {ildreth lad made no allowance
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for the 1° westerly error of the gyro compass as he calcwlated that the Nw
wind would offset that error and the FERNVIEW would mwake good a course of
065°T,

10. At about 0634, Captain-saw in the radar what he thought to be a
weak pip about one-half mile away 10® on the starboard bow. He then made an
attempt to alert the lookout and at about the same time he looked up and saw
the DYNAFUEL on the starboard bow. The Pilot ordered the helm hard astarboard
and the Master threw the engine tclegraph to full astern, Meanwhile the bow
lookout had heard a weak, scemingly far off, fog signal and had gone aft to
ring the bell. He was returning to his station when he saw the DYNANUEL; and
as collision was imminent, the lookout abandoued the FERNVIEW's bow and pro-
ceeded aft for safety. At 0655, the FERNVIEW, her engines not yet going astern,
plowed into the port side of the DYNAFUEL striking the tanker with her bow,
just aft of the midship deck house at an angle of about 30 degrees. At the
time of collision the FERNVIEW was heading 070°T at a speed of about 18 knots.

11. The DYNAIUEL departed Newington, New Hawpshire at 2000 on 13 November
1963 enroute to Newark, N. J. without carge but in a ballasted condition
with a draft of 6 feet forward and 14 feet 6 inches aft. The tanker pro-
ceeded through the Cape Cod Canal at full speecd, about 9% knots., and first
encountered fog at Bourne Bridge; the fog became very dense when the DYNAFUEL
was abreast Wings Neck but cleared up at about 0535 when the vesscl was aboan
Cleveland Ledge Light (LL 477). From Cleveland Ledge, the DYNAFUEL procceded
on course 214°T, 215 pgc at about 9312- knots _with Chief Officer#the
only officer on the bridge, until Captain who went below at that
point, returned at about 0620; both remained in the wheelhouse therecafter.
The DYNAFUEL's radar (Raytheon CX 1002) was in operation and was observed by
both the Chief Officer and the Master; the radar presented only a relative
picture as it was not connected to the gyro conmpass, which, like the FERNVILW's,
had a 1° westerly error, ‘ '

12, At 0627 the DYNAVUEL, with Buzzards Bay Fairway Buoy (LL 473) close abean
to starboard, changed course to 245° pgc and proceeded down the Bay at 9% knots.
At 0636 radar contact was made with the FERNVIiW, that vessel bearing about 10°
on the port bow at a distance of 8 miles., The DYNAFUUL then altered course to
260° pge and reduced speed to slow ahead, about 3 knats. At minute before, at

. 0635, the engine room had been given standby on the talepraph as the tanker had
encountered fog, and at the same time the Chief Officer comaenced appropriate
fog signals. The loockout was in the whecihouse standing at an open porthele
listening for an answering fog signal, However, the lookouf nor other personnel
heard any signals from the FERNVIE. After the DYNAFUEL was steady on course
260° pge, the radar pip of the FERNVIEW was about 25° -~ 30% on the port bow.

The Master and Chief Officer continued to observe the radar aad chauged from the
8 to the 4 to the 2 mile range as the pip came closer, occasionally switching

to larger scales to see if there wus other traffic in the area. At D033, with
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the FLIdNVIEW radar pip showing 30° on the port bow at a distance of about

1 miles {see sketch A-5), the DYNAFGEL altercd course to 2707 pge and stepped
engines. At 0657, about the sawe time the DYNAFULL had steadied on 270° pac,
the engines were rung full astern and the rudder order hard right as the
FERNVISW cawe into sight about one-cighth mile on the port bow. Appropriate
backing and danger signals were sounded, the general alara was rung, the
fixed CO2 system was released and the engines stopped. %The collision occurred
at 0658 with the bow of FERNVILY penetrating the LYNAFULL's: bull just aft of
the deck house on the port side, at an angle of about 30°, with the DYRAFULL
on a heading of 274° pge and dead in the water at the time.

13. From 0636 until the collision at 0658, the time that the DYMNAFUEL had
the FERNVIEW on radar, no splot of the Norwegian ship was maintained except
for the mental plot maintained by Captain _which he formulated by
observing the bearing and range chauges of the FuuNVIEY by kecping the cursor
on the pip. <Captain stated that it looked like the vessel was going

to clear us most of me, up until the last few minutes. e also said he
wentt back and forth between the radar and porthole as wauy as 13 - 20 tiues "~

during that interval. Both the Captain and Chief ¢fficer of the DYNAFULL have
vadar Observer endorsements on their licenses. Nedther felt that the wind hed
any appreciable effect upon the navigation of the lightly ladencd -1 tounkes.

14, Aftee the collisicn the WWRAMUVLTs personnel abasideccd tie tonker for the
safety of the FuivIel as the JYNAFUTL was on Tire following an wiploniail '
shortly after the vessels collided. The Goast Cuard was called for agglstanes
and acrived on the scene approxinately 0500 aud began Fircfighting cperatioas.
Prior to the Coast Cuard's arrival, tiue fVlviul had grded to froe Itsell {ros
the burning tanker by backing with the tankests anchors botn baving veen droged,
iovover, this was to o avail as the two vessels roimined locled togetiwr uarbil
about 0700 on 15 Noveabeor when the vessoels were parvcead and the INAOLL copsiued
and began to sink,

15. “he DOAFUEL wos considered a total toss valucd at §2,000,000. A detallos
list of the darage to that vessel is contuined in enclosvre (9) to this voport.
The dmadice to the FENVIEY was linited to thz vow orca oi that vessel. and
gstlantod nt 520,000, :

16.  The Four injured crowecen of tie TAYNAVLIL were telan aboned the Vhoavbal
and later trooxported by Coast Guard helicepter vo Toeal nedical faciditioe:
piler Nobert slickey, 2-318896-N1 was incapacitated a toral of b days due to
elbow and choulder injurics widel be received vivn b wes shaenal zpodast the

bulkhead of his rouwm at the fnwpeet of the colliuwiou; wousaeni Lowis ¥, Littla,
2=0uC823 vos dnciowitatod for 10 days ns o rwsull of aboisions axd locuratlons

of the Left lep wieh he received froo being buocked ofd his oot vhile prog

broalfast Lo the alley: cvhiel _'.'.':'LS aicapacei e vod

e
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for 22 days as a result of second degree burns about the face and arms which
he received as a result of the fire following the collision as he was attempting

to leave the galley where he had been preparing food for the morning meal;
Ordinary Scauman dwas incapacitated for 45 days as

a vesult of a broken nose and fractured ankle which he received while climbing
out of the porthiole of his fos'cle as the bow of the FERNVIEL had penetrated
the DYNAFUEL near his stateroom and the porthole was the only escape therefrom.

There were no personal injuries on the Korwegian freighter.

17. The DYNAFULL sank in approximate position 41°28'18" North, 70°51T12" %est
and was abandoned to the Secretary of the Army on 22 November 1963, (sece enclo-
sure {9}). After the vessels were parted, the FERNVIEY continued to Boston
without further mishap. :

-
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- Conglusions -

1. It is concluded that the i{/V FERNVIIV was proceeding up Buzzards Bay in the
early worning of 14 November 1963 in conditions of mederate to hcavy fog on
course 065°T, ) -

2. Tt is concluded that the speed of the vessel as set by the master was con-
curred in by both the mate on watch and the pilot, Captain Hildreth, ail three
of whow were on the bridge and none of whom recomicnded a reduction in the speed.

3. It is concluded that the speed of tlie FRELNVIMY was in cxcess of 17 knots prior
to and at the time of the collision, that this speed was excessive and wvas the
cause of the severity of the collision. '

4, Tt is concluded that proper fog signals were being sounded and that normal
watch standing procedurcs were in effect.

5. It is concluded that the FMUNVIEW's radar was in good operating condition
but that there werce 2 parrow zoucs of 3 to 5 degrees on either bow in which tar-
rets were undetected because the vessel's topped-up beooiis obscurwd radar contacts
within these two affected areas.

6. It is concluded that the DYNAFULL was within the FUANVILL's starboard bow
t"hiind mone'' amd that this caused the tanker's approach to be mndetected until
she was less than onc-half wile away. Uhen the DINAMULL's pregence was suspectad,
an unsuccessful attenpt was made to alert the lookout, but no other action was
talken.

7. It is concluded that avoiding action was initiated when the DYRANULL was first
secn visually, but duc to the freighter's high speed, tlds evasive action was
initiated too late to be successful.

8., The FEANVILY collided with he bow striking the port side of the DINANULL at
about an angle of 30° just forward of the latter's after deck house and it pene-
trated the after tank and the engine room. Position of the collision was

41® 28.2'N.; 70° 56.5' W. '

‘¢, It is concluded that the phenocwcnon of the blind zones ou cither side of

the FFLNVIIN's bow was uwnknown to her personncel, but tliat the possible existence
of such blind spots was within the cognizance of the pilot who neither nentioned
it to the vessel's master nor took steps te compensate for theiv possible exis-

tonce. :

10. It is concluded that the DYNASULL was bound south westward in moderate to
heavy fog in Buzzards Bay during the early worning of 14 Bovember 1963 at a speed
of about 10 kuots. Proper Tor signals were being blown and the naster and chief
mate were on the bridge. '
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11. Xt is concluded that the DYNAFUILL's lovkout was standing his watcih on the
bridge by an opcned porthole but that his failure te be on the bow did not con-
tribute to the collisicn.

12. It is concluded that the DVNAFVEL's radar was operating normally and that
witen the FLONVIEY was observed slightly on the tanker's port bow 8 miles distant,
the LiNACUEL slowed to 3 knots and her course was alterad to starboard from 240°
to 205° with the intention of ‘assuring a port to port passing.

13. It is concluded that the said cowrse and speed alteratious wers aot based on
interpretive radar analysis as no graphic plot of the FEekVIw! vas rade before or
after the course change, nor in fact, at any tic.

14, It is concluded that the 20 knot wind on the PYNAWULLYs starboard bow, coupled -
with her reduced speed, resulted in her wmeking appreciable lewway and crabbing along.
a course which was approxisately a reciprocal of that being wade good by the Flld-
YIey and it is conclusive to this Doard that the DYRAPULL, ligut as she was, wade

in effect an approach directly down the FMNWVIEL's starbeard radar blind zoue.

15. It is concluded that the changes in tie freightec's relative bearing, which -
vere obscrved on the DYRsFULL's radar scope, were cssentially the result ol course
changes and specd reductions by the LINAWULL heescelf, and that the trae bouring

of the ridhVILE from the DYAATLRL underwent no appreciable change. It is belicved
that a .true radar presentation in this instance would have better apprised Gaptain
Pedersen of the situation and wonld have allowed him to recover from lils inltial
Ineffective maneuvers rather than to persist in a course of actvien which trogically
failed to achieve its purpose.

16. It is concluded that as the FLAVIA. contivued to ¢lose and the situaticn
becawe wore critical, the DYRAFULL hauled an additional 10° to starboard, then
put her rudder hard right, stopped and backed bher csgines. She beeawe, in cffect,
a practically staticnery target under thc ocurushing FhihVIE.'s bow and it is cou-
¢luded that these maneuvers, in view of the information which was available to

the DINAFULL, had she chosea to uvwse it, contributed to the collision.

17. It is concluded that the course aud spoed chauges of tiae LYRLAFULL were
generally in consopance with the inteat of the iules of the Joad but wers tiw
result of guess worlk rathor than the mere scleutific radar plot, and thet thoy
resulted ia what amounts to a ‘“wradar iadveed collision’,

18, It is concluded that after the collision, tihe action of the croews of both
vessels were prompt and decisive and tihat the DYRAVUIL, by floeding her won-gos
free tanks with €02, prevented a nore serious casualty with respect to injury and

loss of lite.
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19. It is concluded that the damage to the VLUWYLE awouted to approddsately
529,000 and thet the DYNAGUEL, valued at $2,000,000, turned over and sank wied
the vegsels were disengazed and was adjrdged o constrective totnl loss.

20. It is concluded that the actions of the Uoast Cuard Lenreh and Hescue units
were timely and carried ovt in sp eofficilent mauner and were the s ject of spesial
commendation as noted in the testiony ol both liasters.

-~ hecompendations -

1. It is recomoended that further dnvestigotion vuder tie Lespension and Levo-
cation Proccedings be conducted to determine what action should be tasen with
respect to the negligence of the YRRNVOL pilet, kllis L. Hildreth, for failing
to causc or suggest that the vesscel's speed be reduced to a moderate one under
the conditious prevailing.

2. 1t is recomuended that further investigation under the Duspension ond devo-
cation I'rocecdings be conducted to determine what action should be talen with
respeet to the failure of the master of the DMELAFULL to plat the JuikVhid o8 she
approached, aud for his Tailure to ascertain that the action taken wag having "
‘the desired effcct of preventing a possible iwpending collision.

3. It is further recotnwended that the owners of the H/v PLORVIVL he cited wder
33 USC 192 for that vessel's failure to zo at & moderate speed in fog.

A. Tt is also recomended tiat the owners of tha M ATUNL be cited undor 46 GLC
526(1) for the vessel's negligent navigation.

5. lo further action is recotmendod.

[OR VIR I ¢

TERREREITVEY) M VRV VNI T

Liottuis oy, CVCG, lewber & Recordar
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