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55 EEVTRADER=55 BAUNE
COLLESION AND TIRE
LOWER MISSISSIFPI RIVER
18 JARUARY 1874

ACTION BY THE NATIONAL TRANSPORTATION SAFETY BOARD

This casualty was investigated by a U.5. Coast Guard Marine Board
of Iovestigation, which convened at Wew Orleans, Louisiana, on 21 Januacy
1974. A representative of the Netional Transportation Szfety Board
observed part of the proceedings. The Kationzl Transportation Safery
Board has considered only those facts in the investigative record which
are pertinent to the Safety Board's statutory responsibility to determine
the cause or probakle cauge of the casualtw end to make recommendations.

SYROEFSIS

About 1401 c.d.t. on 1B January 1974, the inbound Horwegian bulk
carrier 5% BAUNE ard the outbound U.5. tankship 55 EEYTRADEE collided in
the lower Mississippl River. The bow of the BAUKE penetrated about 20
feer inte the twe forward carge tanks on the starboard side of the
REYTRADER, Gascline spilled from the ruptured tanks coto the main decks
of hoth veszels ard onte the surrounding water and ignited; the f{lames
were not extinguished for 53 hours. The cellision and fire damaged both
vessels extensively, killed & perscons, and injured 3 cthers; 10 persons
are missing.

The Kational Transportatlon Safety Beoard determines that the probable
cause of this casualty was the fallure of the EEYTRADER's pilet to
correctly iaterpret the BAUNE's movements, which led him co make a port
turn to positicn hiz ship [oer an improper starbeard-fe-starbeard passing
with the BAUNE.

Contributing to the accident were the eperaticn of beth wesaels at
speeds that did not allow sefficient time to establish a radar trackline,
compoutded by the 1lnadeguace use of the shiphoard radar to evaluate a
safle passing mangwver; the [allure co establish communicacions; the
inadeguacy of sound signals onder exizting enviroamencal conditicns; and
the fallure of the BAUNE to malntaln a lookowr,

FaCTs

The Casualiy

Om 17 Jamearw 1974, 2 cargo of gasoline, jet fuel, and furnace oil
was loaded onto che 55 KEYTRADER &nd the ship departed a Shell Dil
Company termical at Morco, Lowisigna. Crewmen synchronized the deck
clock with the engineroom clock and checked the course recorder; all




Navigetional gear was tested and found te be working sacisfactorily
hefore departing Norce about 1300.317 A federal pilot supervised the
maneuvering of the vessel. During the passage downriver, no plet of
targecs on either of the ship's twe radars was malntained and che radar
was oot monitored continuously. The pilet alterpately scanned the
radarscope for abouc 1 to I minetes and then scanned the river from the
KEYTRADER"s bridge.

_ Sbout 1830 opn L7 January, the KEYTRADER encountéred lew-lving fog.
After hearing on channel 13 VHF that dense fog had reduced the visibility
farther downriver, the master and the piloc decided to ancher at 18539
near Michella, approximately mile 13,5 Above Head of Passes (AHF). By
1210 on 18 Januwaery, visibility had improved to several miles and the
master and pilot decided to get underway. Passing agreements were made
ower channel 13 VHF with four vessels which were upbeound as the KEYTRADER
maneuvered {rom ancharsge inco the navigacion chaonel.

Abour 1325, the EEYTRADER was moving downtiver at a spead of half
ahead: aec 1328, the speed was reduced to slow ahead when the pilot ob-
served upbound traffic. At 1345, after clearing traffic near Venice,
speed was increased to half ahead. About this time, the pilot broadeasted
his position ewice on channel 13 VEF and requested that any vessel
metween the Wilder Flats light and Pilottewn enswer his call. Ho one
replled te either of these two broadcascs or to a subsequent breadeast,
which was made when the EEYTRADER was passing Wilder Flats.

ahout 1355%, the EEYTRADER passed between the anchored M/V TROLL
FOREST and the west bank. (See figure 1.) The TROLL FOREST was anchored
approximately 1,800 feet below the West Point 1light, and between 1,200
and 1,50 feev off che west bank. The EEYTRADER passed approximately
300 feer abeam of the TROLL FOREST. About this time, the mester and
piloc observed==firat oo radar and then visually--thres vessels, which
appeared 1o be in an anchorage area. They determined that two of the
vegsels were anchored. The 55 PYRAMID VENUE was anchored about 1.5 mmi
dewnriver from the West Point light and abour 1,650 feet eff the west
bank. The S5 OCEAN PRINCESS was anchored about halfway between the
TEOLL FOREST and PYRAMID VENUS and closer to the west bank than the
FYRAMID VENUS, Further radar and visual observetions of the chird
vessel, the 55 BAUME, which was eastward of the first two vessels,
confirmed that [t was underway. Just after passing the TROLL FOREST,
the KEYTRADER began to alcer course several degrees to port to aveld the
ahips in the enchorage ared.

fhout 1356, the EEYTRADER steadied on o headiag of 126° T. As dz
began crossing the river diagonally, the pilot on the KEYTRADIR scunded
a two-whistle passing signal; ne reply was recelved. Then the pllot un-
successfully accempred to contact the BAURE by radie.

17 All zimes are central daylight times, Based on o 2&-hour clock.
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FIGURE 1. PROBABLE TRACKLINES OF KEY TRADER AND BAUNE PRECEDING COLLISION




Abous 1358, the pilot on the EEYTRADER saw the BAUNE's masts opening
tc the BAUME's starboard and thought that the BAUNE was commencing &
cern o its erarboard from near midriver. The EEYTRADER sounded the
danger signal, followed by another two-whistle passing signal, but mo
response was heard from the BAUME. WNext, the pilot of the KEYTRADER
erdered 2Z0° left rudder.

At 1359:30, the pilot on the KEYTRADER ordered full ahead to increase
the rate of turn. At 1400, the master, who was on the starboard bridge
wing, returned to the wheelhouse, ordered che chird mate to ring the
general alarm, and put the engine order telegraph on full! astern. Then
the master iingled 2/ the engine order telegraph and the engine was
placed on emergency full astern. The ships collided at 1401.

Eefore the collision, the BAUNE had been anchored in the Gulf of
Mexico for 7 days while wairing for fop to clear. About 0900 on 18
January, the pilot statien advised the master of the BAUNE that he could
enter Southwest Pass., The BAUNE got underway at 0%%0. & radio message
was sent to the ship's agent requesting a radar techniciam to correct a
weak heading flasher; otherwise, the message indlcated that the vadar
was in operation.

At 0951, sn Associated Branch Bar pllot boarded the BAUNE near the
Southwest Pass seabuoy. About 1030, the BAUNE entered che pasg and pro-
coeded to Pilottown. Radar targers were not plotted and che radarscope
wes not continuously monitored. The BAUNE pilot testified zhar he had
difficulty adjusting his eyes to viewing the radarscope after they had
been exposed fo bright daylight. While in the Southwes:t Fass, the BAWNE
made passing agreemenis with three dredges via channel 13 VAF and with
the M/V AUSTAMCER and the ¥/V RIO BALEN, both of which overtanok the
BAUNE.

By radio, the Baune's pilet informed the warchtower operated by his
pilot assocfation ac Plloctown that he expectéd to arrive there at 1320
to pick up a relief pillot. The watchtower teld him that the M/V AUSTANGER
would receive the last available riwver pileot and that the BAUNE would
have to wait for anocher pilot. The master and pilet of the BAUNE
decided to continue passage upriver and to exchange pilets underway
rather than proceed to anchorage, When the BAUNE entered the Mississippi
River, the watchtower zold the BAUNE's pilot that the movemeat of downbound
vessels with State pilots was unlikely and that a ship with a Federal
pilot aboard was anchored near Michella.

At 1320, the BAUME veduced speed from full ahead to half ahead
near Piloctown te aveid a tankship which was turnimg in the general
anchorage. Speed was further reduced to slow ahead at 1322, Speed was
increased to half ahead ac 1324, and to full ahead at 1329,

2/ He moved the engine order telegraph swey from and back te full
astern,




Afrer passing Pilottown, the BAUME wes steering a course of 330°
T., which generally paralleled the cost back; crewmen escimsced chac the
BANNE was about 500 feet off the east bank.

Ar 1345, the pilocboac MSV CRESFILCT told the pilot oo the BAIME,
via chanpel 13, rhat the pilotboat would leoave Venice abortly and proceed
direccly co the BAUKE with a relief pilet. Alter this conversation, the
BAUNE's piloc secured his portable radio ond placed it in his bag. He
then switched cthe ship's radie from chamnel % te chasnel 13 no communicacion
was made up ta the time of collision although transmissions were heard
over the radiocelephone. The BAUNE pilot testified that he was reluctant
to routinely broadcest his vessel’'s position.

About 13%23:30, the BAUNE's speed was reduced to half ahead, and
about 1359, her course was altered to port until the BATNE steadied on a
heading of 3237 T. At this tise, the saster, who was standing on the
port bridge wing, called out to the pilet that a vessel was on the port
bow, and 1t had sounded twe blaste of the whiscle. The vessel was the
FIYTRADER. The pilot scanned the radarscepe and ran to the port bridge
wing where he saw that the KEYTRADER, whose pilot had ordered 20° lef:
rudder, was attempting a starboard-to-starboard passage. The EKEYTRADER
waz about three ship lengths away, three o four poincs on the port bow,
The BAUME unsucceszssfully asttempted to contact the KEYTRADER on chanoel
11. Next, the BAINE's pilot ordered hard right rudder. About L1400, the
mate on watch ordered full astern. The pllot sounded the danger signal
on the ship's whistle., The eéngine crder telegraph wes placed full
astern and twoe or more jingles were given. The BAUNE began to swing in
response to hard righet rudder, The genersl alsrm was sounded just before
the collision and 4 Mayday was broadcast on channel 13 immediately after
the eollision,

The wessals collided at 1401 near mile 6.2 AHP off the east bank.
Momentum carried the vessels towsrd shallow water where they grounded.
The ships' course recorder charts indiceted that the ships collided when
the KEYTRADER was on a heading of L06® T and the BAUNE was on a heading
of 336° T; the ships grounded about 1 minute after the collision. The
angle of impact measured hetween the centerlines of Che twe vessels was
about 307,

Crewmen aboard the apchored FYRAMID VERUS saw the BAUNE as 1t
passad by, close to che east bank, and estimated the collision occurred
from 3 to & cables (1,800 to 2,400 feet) and at about 45% off their
starboard bow. They had seen the KEYTRADER pass between the anchored
TROLL FOREST and the west hank and then alter sourse. The crewmen
steted that at ne time was their view of the KEYTRADER and rhe BAUNE
obscured by fog.




Injuries to Persons

Crew Pamsengers Orher
Injuries KEYTRADER BAUNE EEYTRADER BAUKE
Fatal 2 2 K b 0
Missing 0 10 0 0 0
Noanfatal 0 3 0 0 {
Hone 15 21 0 1

Damage Lo Vessels and Carge Loss

The bow of the BAUNE penecrated the starboard side of the EEYTRADEE fer
ahout 20 feet near the break of the forecastlehead in way of Nos, 1 and 2
tanks. The ensuing fire enveloped and extensively damaged both vessels.

thout 240,000 gallens of gasoline carge on the KEYTHADER were consumed in
cthe fire.

Veggel Infarmacion

At rhe eime of che collision, the KEYTRADER, a 5Z9=foot=long, U.G5.
tankship, was careving 17,706 long tons (LT) of flammable carge; its mean
drafec, at the loaded displacement of about 24,000 LT, wes 31 feet & inches.
Its navigational equipment included a gyrocompass with repeaters on each
bridge wing, a course recerder, and two raders, ALl pavigaticnal equipment
was cperating preoperly when the ships collided. One radar was a Raytheon
Pathfinder with a lé-inch scope and the other radar was a Kelvin Hughes with
about an 8-inch scope. The Raytheon Fachfinder was being cperated om the
f-mile scale, and the Kelvim Hughes, on the 1 1/2-mile scale.

Maneyvering speeds for the HEYTRADER in restricted warers were:

Engine order Rpm Speed in knots
Full ahead 0 12.0
Hzlf ahead 45 7.5
Slow ahesad 23 3.5
Full astern a0 -

At sed, the KEYTRADER made about 15.2 kmots &t full ahead (83 rpm).
The EEYTBADER's stepping distances under full astern weére estimarad ro be
over 1.7 mmi from full ahead, less than 0.7% emi from half ahead, and less
than ©.25 nmi from slow shead.

The BAENME, a 625-foot-long, Norwegian bulk cerrier, was carrying 34,433
LT nf beuxite ore; its mesn draft, at its losded displacement of 45,800 LT,
was 35 feer 4 1/2 ipches. Its navigational equipment included a gyrocompass,




a course recorder, and a Raytheon Pathfinder radar. The radar was fully
operatienal hefore the collision except for a weak heading flasher. The
radar was being operated on the 2-mile scale at the time of the collision.

Maneuvering speeds for the BAUNE in restricted warers were:!

Engine order Ppr Speed in knots
Full shead an 10.0

Half shead &0 .0
Slow ahead 32 5.5

Dead slow ahead 20 —_——

Full astarn (Mot recorded}

The BAUNE has a special rudder contrel which permits the angle of the
rudder to ke placed 45% te left or right to facilictate sceering when Eha
vessel is manewvering inm restricted waters; this special rudder contrcl was
in operation at the time of the casualty. Uhen fully lcaded, the stopping
digzance for the BAUMNE, when ordered full asterm from half ahead, is esti-
mated to be between 0.5 and 0.75 nmi; wnder these conditions, the vessel
could be stopped within & minutes.

Waterway Informatgion

The river stages were measured on the day of the accident ar 4.0 feet
above mean sea level at Head of Passes and 5.0 feer ac mile 29.0 AHP. GSince
the Mississippi River system of levees is not continued south {downriver) of
mile 10.0 AHP, these high water conditions caused the river to overflow its
banks and the shoreline was displaced inshere. (Becausze of the shoveline
displacement, positions described by reference to rhe wisual shoreline mav
not coincide with positions measured from the charted shereline.) The out-
fiow strength of the civer's main current was estimated to be 4.5 knots at
the time of the collision; the water temperature was 44° T,

¥og conditiens persisted oo the lower Mississippi River during January
1474, Many vessels remained at ancher for more than a week while waitieg
for fog to clear. Because the anchorage atea near Pilottown became crowded,
some vessels, such as the TROLL FOREST, anchored ourside the desigrated area.
Mapv vessels were also anchored im the Gulf of Mexico near Southwest Fass,

The Associated Branch Bar Pilors, the Crescent River Port Pilets Associ-
arion, and the New Orleans Steamship Asseciation informally agreed chat
inbound wpriver traffic would be moved first whenmever the weather cleared
sufficiently for navigation., This would move the vessels more effectively
and relieve congestion. The presence of several dredges working near
Southwest Pass to restore channel depth was a factor in this agreemant to
move traffic in only one directicn at a cime. The Federal pilets in the
area, including rhe KEYTRADER pilet, were nct informed of this decision.
An Assoclated Branch Bar Filor was navigating the BAUNE. lio Fedetal
reguirements for contrelling the movement of vessel eraffic were In
effect on January 13, 1974,




Metearolopgical TnEﬁrmauiaﬂ

When the ships cellided, the wind wae scutheasterly abeut 10 knots,
the air cemperatere was 72° F, and the sky wes cleudy. Visibility near the
surface of bthe river was impaired bv o layver of dense fog which varied in
Beight Erom 10 te 30 feeb. Visibility above the laver of fog was from 2 to
Eomiles; wpper hulls and superstructures of large vessels such as the KEYTRATER
and DAUNE, were wisible within this disrance,

Fire

rascline carge aboard the KEYTRADER ignited as the BAUNE's bow penetrated
the KEYTERADER. Burning pasoline spilled from the ruptured carge tanks onto
the water and aplashed onta the decks of both vesscls, Flames were wore than
50 feet high immediately afcer the collision, The heat from the flames was too
intense for the KEYTRADER's crew to approach amd fight the fire. The crews
of both veasels were forced to take refuge in the vessels' interior spaces.

The KEYTRADER's steam-smothering system was not activaged afier the
collision. Normal shipboard practice kept the individual branch-line walves
eo gach carge tank closed when more than one type of carge was aboard.,  This
practice, wiich is permitted by Federal regulations, prevented cargo contami-=
nation that could be caused by a product flow through the steasm-seothering
branch lines.

The intense heat on the feredeck of the KEYTRADER melted aluminum cargo
tanx hatcheovers; this allowed fluilds in Canks that were not damaged in the
collisien to be exposed co the fire.

The Cpast Guard was mot able to mount 2 substantial firefighting effort
untll davbreak on 19 Januarvy, about 15 hours after the collision. The fires
were not extinguished wntil about 33 hours after the collision because
additional feam had to be shipped in. Coast Guard cutters were the only
available wvessela that could effectively fighe the fire; its personnel fought
the fire without adequate protective clothing and eguipment,

Badictelephone Communicacions

Although both ships had operational bridge-to=-bridge radiotelephones,
¢iforts to establish radiotelephone communication on channel 13 VHF between
the weasels were unsuccessful. Chanmel 13 is the legally designated channel
for communication of navigatien safety infermation between ships. Use of
channmel 13 £or other than navigatienal purposcs and transmission at power
levels higher than necessary added to the already large number of trans-
mizslons over channel 13 in the lower Mississippi River at the time eof the
aceident, The Ceast Guard further diascusses this problem in this report
and describes che corrective action which will be taken.




ANALYSIS

REYTRADER and BAUME Tracklines

The Safecy Boerd constructed probable tracklines for the EEYTRADER and
BAUKE (See figure 1.} The tracklines show the approximate locations of boch
vessels BY certain times as thev proceeded towsrd the point of collision,
The approximace positions of certain anchored vessels were also determined.
Accuracy in decermining the tracklines was limited by the readabilicy af the
ships' course recorders, the reliability of testimony from the ships' crew-
men, and the escimaced speed of the river's currenc. The Safety Board has
recomzended previously that the Goast Guard reguire the installaticn of an
autcmatic recording device to preserve vical navigational infermation aboard
occeangoing ships, 3/

The KEYTRADER's trackline irdicates that the ship was moving paraliel
e and about 1,200 fecr from the river's west bank until abour & minutes
before the coliision, when it passed abeam of the anchored TROLL FOREST.
The KEYTRADER'= pilot &nd master stated that they saw the BAUNE's masts
open to the BAUME's right after the KEYITRADER passed the TROLL FOREST.
The master and pilot of the EEYTRADER incorrectly inzerpreted this cpening
of the BAUNE's masts as an indication that the BAUNE was turning to the
tighr. In fact, the BATME had made no course changes. What the EEYTRADER =z
master and pilot had seen was normal for two vessels spproaching at this
angle.

About 2 172 minutes hefore the collision, the EEYTRADER's heading, as
irdicaced by the course recovrder, showed that the EKEYTRADERE begsn a curn
te port, The welocity of the &4.5-kaor river current added ro the ship's
movement, howewer, and reduced the effect of this turn on the ship's
direction.

Because neither pilot veduced propeller speed uncil abour 1 minuce
before the cellision, its effect on the vessels' speeds was small., The
Board estimated that at the time of collision the KEYTRADER's speed through
che water was 0.5 knots and the BAUNE's speed chrough che water was 6 knots.
4lsc, at the time of collision, the EKEYTRADER was heading at an angle of
about 40% te the east bank and the BAUNE's ensle was about 117, Based on
the vessels' speeds and drafts, the river depths, and the time between
callision and grounding, the Board estimaced thac cthe vessels were about
1,600 fe=ec east of the charted Piloactown anchorege v.aen they colllded.

The BAUME's crackline was consistent with & vessel moving parallel with,
and close to, the east bank. A vessel attempting to pass on the starboard
side of the BATNE would have risked grounding. The BAUME pillot would net
have expected anacher pilor co cake such a risk. Because 1,600 feet sepa-
rated the anchored vessels and the BAUNE, an approaching vessel could have

3/ Marine Casuzlty Report - "S5& C.V. SEA WITCH-85 ESSO BRUSSELS (Belgium);
Collision and Fire in Mew York Harbor on 2 June 1973, With Loss of Life”
(DACC/NTEE-MAR=T5=6}, issued March 2, 1976.




passed to the port of the BAUNE as required by the Inland Rules of the
road, 4/ Later ip this report, the Coast Guard discusses the applicaticn
of the Inland Beles of the RAoad te this accidenc.

Incorrect Evaluacion of Radsr Data

The KEYTRADER and BAUNE were navigating in 2 confimed waterway and had
to continually evaluate other vessels' movements, especially while maneuver-
ing near anchorage areas from which vessels mighr be leaving. Becausc of
the 1,600 feer of clearance between the anchorage area and the BAUNE at the
collision sire, the two vessels probably would heve passed within 600 to
BOD feet of each other in & normal passing. Since approaching vegsels had
to pass close abeam, proper manewvers just before the passing were rhe moest
important to collision aveidance, For this reason, an understanding between
the veasels of their intentions for pessing was nNecessary.

About 7 minuzes before the collisiom, the two vessels were about & miles
apart and weuld have appeared just at the edge of each other's radarscope.
The XEYTRADER's pilot did not detect the BAUNE on his radarscope until 5
ninuces before the collision. At thet time, the radarscope showed chat the
EAUNE was slightly east of alignment with the anchored vessels, DCEZAN PRINCESS
and PYRAMID VENUS. The KEVTRADER pilot testified that he believed that the
BAUME was coming out of the anchorage., The alignment shown on the radarscope
may have caused the KEVTRADER's pilet te draw this conclusion.

The low-lying fog contributed te the KEYTRADER pilot's misinterpreta-
tian of che BAUNE's movements and the available radar informaticn was not
uged properly to compensate for the lack of wvisual navigatiosal informatiom.
Tha pilot made only brief observations of the radarscope and radar daca
were not plotted ro determine the ceourses and speeds of other vessels. The
YEYTRADER's course change from 132° T to 126" T increased the difficulcy in
interpreting the radar date and would have requlred greater eéxperiise o
plet these daca.

The BAUME's pilot and master were nol aware of the XKEYTRADER's approach
until the collision was unavoidable because the BAUNE pilot's infrequent
abservations of the radarscope did not insure timely decection of the
KEYTRADER. Also, the normsl practice of alternately scanning the radarscope
and then the river makes it difficult to immedfiastely detect targets on the
radzrscope becavse the eyes require time to adjust to the radarscope light
after viewing bright davlight. The BAIME's pileot stated that the differing
light levels impaired his visien. Earlier detection of the KEY TRADER would
have given the BAUNE's pilot more time to attempr radictelephone contact
with the KEYTRADER, The pilot's participaticn in the pilots asscclaticns’
one-—way vessel movement agréement may have reduced his attentivenass o the
movement of the REYTRADER.

4f 33 U.5.C. 154, et seq. The rules must be followed by all vessels that
are navigating certain inland werers of the United Scares, including
gections of the Mississippl River.
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Recently published Coast Guard regulatioms 5/require that the person
in charge of navigation be required to insure that the danger of each cleosing
visusl or radar contact is evaluated, but there are nmo minimue requirements
for the processing of radar data upoen which to base an evaluatien. The
pilots of the KEYTRADER and BAUNE may have considered their scanning of the
radarscope adeguate. Minimum standards for the processing of radar data
must be set by regulation to assure proper evaluatiom.

The Effect of Vessels' Closing Speed on Radar Effectiveness

Since the closing speed of the vessels was about 17.5 knuts, thew
would have tpaversed the forward display sectors of each cther's radarscope
in iess than 7 minutes. Passing signals should be exchanged after radar
data evaluation and before wessels are too close o aweld a ceollision.
Where vessels must pass relatively close, the passing should not be attempted
until a4 passing agreement has been made. The pilot of the KEYTRADER did not
notice the BAUKE uptil 2 minutes afeer ic appeared at the edge of his radar-
scope; this left insufficient time to decermine reliably the BAUNE's course
and speed, particularly since the KEYTRADER's trackline was not scraighc.

Operation of radsr onm a larger range scale makes earlier targec detec-
ticn possible. However, use of a larger range scale incredses the number
of targeta thar reguire evaluation and decreases the accuracy of target
data, The ilncreased workload for proper target evaluaticn could exceed the
radar observer's capabilities.

4 reduction in the ships' speeds would have provided the pilots aore
time to observe the radarscope without reducing the accuracy of the radar
data. If the EAUNE had been navigating continuously at half ahead and the
FEYTRADEER had been navigating at slow ahead, their closing speed would have
been reduced to 10.5 knots. The vessels would have appeared in the forward
sector of aach ather's radarscope fer about 11.4 minwres. I proficient
radar cheervers had maintained a conscant radar wateh on each ship, this
additicnal time would have assured timely derection and accuracy in evalu=
ating the other ship's movements.

Because a speed of .5 knots over the ground for the BAUNE at half
ahead may have been considered ingufficient to justify weighing anchor and
a speed of 3.5 knots through che water for the KEYTRADER at slow ahead may
have heen considered insufficient {or adeguate maneuverability, speed re-
dustion may not be 2 practical mesns to insure adequate time for pletting
and decisionmaking. However, there is ne indication that the pllots of the
KEYTRADER and the BAUNE adequately considered the effects of speed on vessel
maneuverability, forward progress, and radar effectiveness Defore T
decided to get underway. HMasters and pllets have no guldelines to use in
meking such consideraticns.

3f Title 33 CFR 164, "Wavigation Safety Regulacions," Federal Register,
Part XL1, January-3l, 1%77.




A vessel's maneuvering charvacteriscies, ics cargo, currents, visibkilicy,
radar capability, and cther traffic, including anchored vessels, are factors
that must be considered in choosing a safe {or moderate) speed. The Coast
Guerd concluded that the KEYTRADER and BAUNE were proceeding at an "inmod-
erate"” speed, Tha record indicates that the BAUNE was passed by two other
vessels, which must hewve been moving at higher speeds. However, in the
Board s opinion, if pilots &nd mesters hawve no guidelimes by which theyw
decermine & vessel's zafe speed while navigating by radar, it is impossible
to decermine if & vessel's speed is "immoderate” wntil after an accident.

Recencly published Coast Guard repularions ffinclude a checklisc of
facrors rhar pilocs ghould consider im setting a vessel's speed. However,
since the factors do not establish quantifiable speed limits, a vessel's
speed will seill be decermined by the judgment of the vessel's operacor.

The checklisc probably would not have changed the speed choices chag
the experienced pilots of che REYTRADER and rthe BAINE made:;: their deciszions
were conslsrent with the speeds selected by other pileots making the same
PEESape,

Quantifiable factors for decermining meximum safe speeds should include
the time it takes for a competent radar ohserver to process radar daca
mapuwally, the densicy of crafffic in the waterway, speed assumptions for
meeting vessels, a wvessel's stopping distsnce, and the speed and direction
of the cerrent, A wessel equipped with a system that automatically detects
approaching wessels and provides collision-zvoidance data might be allowed
2 kigher maximem speed because the svstem significantly reduces the time
required to process radar data.

The same factors could alse be used to determine when one-wgy traffic
should be mandated under a Vessel Traffic Service (VIS3) system.— When the
river current is fast, the zafe navigation speed might be too slaw feor in-
bound wesszels to progress against the current and might be too slow to
allew cutbound vessels adequate manewverabilicw., CQuancifisble gpeed factors
could have indicated whether the 4. 5-kpet cerrent an che day of the accident
made safe, efficient two-way traffic infeasible.

Inaudible Sound Signals

Ne one en the bridge en the BAUNE heatd the first two-whistle signal
that was sounded by the KEYTRADER. The rwe weszels were wichin 1.5 ami
(9,000 feer) of each other at the time. There was a low-lying fog,. =2
goutheasterly wind was blowing abowt 10 koneta, and the EEYTRADER was dirvectly
dovnwind from the BAUNE. Under these environmental conditions, a shadow

6 Ikid.
Ef The Coast Guard is in the process of Fstabjishing a Veagal Traffic
Service for the lower Mississippi River.




zone AS existed forward of the XEXYTRADER in which there was a significantlv
preater—than-narmal redupction in the intensicy of sound coning from the
KEYTRADER's whiacle. Listensrs o che EhUNE'n hriiﬂr wonld be in the shadow
zone untill the two ships were within 3,000 feet of each other. The apteneive-
ness of the BAIME's bridze watch, the noise levels on the bridge, and the
strength of the whistle signal had little effect because the environmental
conditicns essentially prevented the scund from reaching the BAUNE.

The failure to hear whiscle signals is not uncommon in marine caswval-
ties. Many of these failures mavy be caused by enviropmental condiclons
which distort sound propagation., Since sound signals are required and
continue t¢ be the primary means for vessels to communicate their naviga-
tlanal intentions, mariners should be aware of the limitations of sound
propagation, end the effectivencss of bridge-to-bridge radiotelephone
communication should be improved.Z Also, in areas of high-density
traffic, the wnveliabilicy of sound signals increases the need [or VTS,

Ineffeceive Gomtainment of Fire

The BAUNE's bow breached the EEYTRADER's starboard tanks Hos. 1 and 2
and gasolinme spllled from the tanks opeo che forward decks of both ships &nd
onte the water., The ensuing fire, which consumed B40,000 gallons of gaso-
line, was so intense that the crews had to seek vefuge and could not imme-
diacely accempr o exblnguish iv. Had the (ire been limiced to pasoline
from tapks Mes. 1 and 2, the deck fires would have subsided zfcer z few
minuces when Che spilled gaseline had burped. Even though the gasoline
that was burning on the water weuwld still have been a threat, the deckhouse
would have provided some protecticon from the radiant heat so that che crews
either could have begun Firelfighting ot could have akardoned ship in =2 more
erderly manner. However, the aluminum covers, the gaswrets, and possibly
pther fittings on some undamaged tanks were melted by the inlclal fire, and
thereby allowed more sources of fuel for the [ire. Each cank thar was
opened created additional heat that melted covers and ficcings in adjacent
undamaged tanks, which, in turn, contributed te the fire's velume. Unless
tank boundaries are designed to remain incact when net direccly involved in
a collisfon, tankship fires will continue to be difficult te extinguish acd
will cause more damage. This accident shows that fire-consumable gaskers
and metals rhar have low eeliing points are unsafe for carge tank centain-
mENL .

Coast Guard cutters 4id not have encugh foam to effectivelv fight the
Tire ungil 48 hours after the collision; the fires were extinguished & hours
laver, Coast Guard personnel nad to fight the fires at cleose range without
the protective clothing and equipment that professional firefighters use in
incense fires.

8/ The shadow zone Is created by the upward bending of the sound raves as
they propagace inmto the wind near the water surface. See "Theorv and
Design of Souwnd For Signals," United States Ceoast Guard Civil Engineering
feport Mo, CL-I50=36, 1963,

%/ The Coast Guard proposes to curtafil undisciplined wse of channel 13 VHF
through enforcement action and a publi:z information program.




The Ports and Waterways Safery Acr of 1972 gave the Cepast Cuard
responsibility for promoting the safery of ports, harbers, and waterways.
The Safetv Board has recommended char che Coast Guard prepare emergency
contlngency plans fﬁi ghase waterwavs chat zarty large guanticies of
hazardous materizis. 2! The Coast Guard's response to the Safety Board's
recommendation and Lts inrerpreteciom of ics respﬂp?ibilit? under the Acc
was published in & recent Commendsnt Ins:rut:ian.li The Coast Guard's
policy i3 to maintain & filrefighting capability adequate to protect Loast
Guard facilities only.

Where contingéncy agreements with lseal jurisdiections exist, the com-
bined firefighting resources of the Coast Guard and of the local juris=
dictiong are genarally adequate to extingnish marine fires also. However,
in areas that ate outside the furisdictien of a munieipality and where no
contingency agreements exist, Coast Guard firefighting equipment alene is
rot sdequate to fight major marine firves.

Automated Detection Bystem

Th? Board has previcusly studied collisfons invalving radar-egquipped
.sh:i]:ns,..l_'|I and collisions in navigable waters of the United States 19/ and
has discussed pillothouse workleoad and human limitstions in its repnrt

on & collision berween radar—equipped ships. 14/ These stodies concluded
phat more effective use of marinme radar weuld prevent future casualties
and recommended the improvement of training pregrams for cellislen aveid-
ance, mandatory routine radar plotting, development of a practical transponder
—type idencification system becween radar-equipped vessels, developmenl

of a radar slarm svstes to provide an sudible and visual alert of vessels
that are in a hazardous position, and development of ané use of collisien
evoidance swscems (CAS).

Manual pletting of radar by properly trained persennel can enhance
earlier detection and can redece the chance of misinterpreting vessel
movements. Houtine plotring is effective in maintaining proficlency for

lgf Marine fasUﬂl:y Repote: 55 OV, SEA WITCH - 5% ESS0 BRUSSELS (Belgiuwm)
collision and Fire in New York Harbor om 2 June 1973, With Loss of
Life [USCG/RTSE-MAR-753-8) issued March 2, 1976.

11/ Firefighring asslstance Folicy, foemandant Instructlon 11320.7, 1.3,
Coast Guard, 11 May 1976,

12/ "Sewdy of Collisions ef #adar=-Equipped Merchant Ships and Preventive
kecommendations,” (MTSE} December 12, 1965,

13/ "Special Scudy of Collisions Withie Havigable Waters cof the Uniced
Srates ~ Censideration of Alternative Preventive Measures' {(HTSB=MS5-
72-1) issued May 30, ES97I.

14,/ Harine Casuvalty Report: "Collislon Involving the SO ARIZONA STANDARD
and 5% ORECON STAMDARD at the Entrance to San Francisco Bay on January
18, 1971 (WTSB) 11 August 1971,
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ehose rinmes when radar navigation in poor wisibility is necessary. Addi-
cienal personnel wopld be reguired to watch the radarscope and to plat the
data. These personnel would provide informacion about wessel movements to
che pilot and master, aeither of whom should be involved in processing radar
daca since it interferes with thelr superviscery roles.

Manwal plotting is 2 slow process which dees not alwavs allow suffi-
cient cime co process radar deta and o work out a passing agreement,
Wrnen che number of vessels to be tracked becomes too large or when vessels
are changing courses or speeds, manuval plotting is an inadequate mavigation
aid for cwo=wav traffic in restricted visibilicy, However, a far more
hazardous situation exiscs when Ehe pilof atrempts fo evaluwate rader data
without such assistancs.

In response to & previous Bafety Board recommendation on the subject,
the Radic Technical Commission for Marine Service (RTCHM) developed a per-
formance specificatien for a computer—-aided CAS.15/ These commercially
zveileble systems process radar datas, solve for the speeds, courses, and
closest ooints of approach and can determine the results of 2 ftrial ma-
neuver., Some CAS"s provide sutcmatic target acquisiticn; others regquire
pmanual asguisicion, but have an &larm €0 warn when a new target comes with-
in the system's range. Detectlon of moving vessels is enhanced either by
displeying #ach target in the form of a line or vector, which indicates the
vessel's spead and direction, or by digital display of information that
identifies closing vessels. Also, an alarm is sounded when a closing vessel
i= near and its closest point of apprcach is computed to be within a preset
distance.

Future vessel positions are computed by extrapelations based on pre-
viouws positions. Although & CAS conscantly aenmitors the vessels belng
tracked when either vessel deviates from its present course and speed, a
delay of from 30 seconds to over 2 minutes may occur before the extrapo-
lated positions are accurate; this delay is caused by the need to track the
vezsels on their new courses for a sufficient time to veescablish steady
navigerion conditions., CAS processing time does not contribute signifi-
santly £o the delsy; the systems canm indicate that a vessel is changing
course in 15 to 30 seconds,

When compared to minual processing, CAS can process a greater volume
or radar data, display the resules in less time, eliminate humen error
from the radar target plottimg woutine, and preovide a reliable means of
detecting all ships whose movements may hazard the navigation of the CAS-
equipped ship. In this casualty, €AS would have significantly increased
the prebability of the XEYTRADER and BAUWE detecting each other and would
have indicated chat the BAUNE was moving uwpriver and mot owt of an anchorage

15/ "Performance Specification for a Computer-Aided Collision Aveidance
System for Merchant Ships," Jen. 1%, 1977, Radio Technicel Commissicn
fFor Marine Services, Federal Communicaticns Commission, Washimgton, D.C.
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area.  Alchough CAS has mavigacional capabillicies bevond those needed by
the XEYTRADER and BAUNE while navigacing the Mississippl River, its poten-
tial for averting collisicns in irland wacerwsys should be considered in
evaluating CAS for shipboard use.

The BTG alsc developed a specificaticn for a Marine Radar Incerroga-
tor Transponder (MRIT)1®S apd the U.S. Maritime Administration (MARAT) is
studving MRIT s feasikilicy. A MRIT consists of a contrel and display
console and & tramnsceiver; both of these interface with marime radar.

MRIT provides not only target identity and "clutcer-free” target pointgs,

but alsse an alphanumeric display of mapeuvering infermation suwch as target
course, apeed, draft, and safe or dangerous cargo. A MEIT=-equipped ship
could interrogace selectively other MEIT-equipped ships to decermine navigs=
tian information. For example, using MERIT, a ship could requesc chac all
ships ahead report thelr courses, speeds, and cargo types and, without
gctdon by thelr pillots, autcmatically receive a response from the interro=
pared ships, Alse, a HEIT-equipped ship could cause an alarm to be sounded
an anacher HRIT-equipped ship if pecessary to alert the pilot of Co request
direct radicoteleshone comsunications.

MRIT couwld be used in conjunction with CAS to shorten the delay
inherent inm CAS computation of course chenges and could improve the accu-
racy of CAS dmput data. MRIT might provide a more rellakle and accurate
link hetween ships snd VIS svstema. Specialized transponders akoard wessels
could provide pillets with a reduced-capability ¥RIT. In contrast, tche
MEIT iz more responsive to resclving the shortoomings that led to this
casualty. However, while CAS can deterzine the movements of ships regard-
less of thelr navigational equipment, MEIT is only efifective between MRIT-
eqguipped ships.

MARAD 418 resolving technical problems with MEIT's, which include multi-
pach propagatien, side-lake returns, 20d low-power inputs. Alse, for MRIT
ti be affective, the ayvatem must be adopted interpaticnzslly to insure
freguency atd megaape format compatibdlity.

The Beard beliewes that there isa ne apparent resson to delay further
a definire policy reparding the use of these aystems in marine navigarion.
The MARAD, the USCG, the RTCM, and industry have served the interest of
maritime safety well in thelr affores to provide a veliabkle sutomated aid
for thase responsible for wessel navigation. The Board urpes that MARAD,
as the lesd agency in evalwating MEIT and CAS, devise &2 plen for the future
ese of these svecems,

16/ "Performance Specificatien for a Marine Radar Interropator-Transponder
System” (RTCM Paper 28-76/EC-136/5C 65-206: TWL-48).
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CONCLUSTIONS

Findings

1. The pilot of the EKEYTRADER incorrectly decided to make a
port turn te position his ship for an Impraper starboard-to-
starboard passing with the BAUNE. The BAUNE was favoring its
starboard side of the chamel while proceeding upriver as
required by the Inland Rules of the Roed. The KEVIRADER was
required by the same rules to keep te lts starboard side of
the chamnel which would have rtesuleed in a pors—fto-porc
passing.

| u]
"

Eoth the pilot and master of the KEYTRADER misinterpreted

the BAUNE s movements and thought that the BAUKE was moving

out of the anchorage area, which was locaced to the KEYTRADIR's
starboard side of the chamnel. This misinterpretation caused
thes to believe that & starbosrd-=to-starboard passing was
MECESSATY.

Lal
B

The BAUNE'z pllot and mascer failed o detect the EEYTRADER
until a collision was unavoidable. The BAUNE pilot's
participation in & one—way vessel movement agreement may
have reduced his attentiveness to the movements of approach-
ing vesszals,

4, The radarscopes of the KEYTRADER and che BAUNE were ot
monloored concimuwously while the vessels were navigating in
a congested waterway In restricced visibility. This increased
the risks of not deteccing or miginterpreting the movements
of approaching vessels,

The low=lying fog, which obscured che riverbanks and other
low=elevarion landmarks, prevented the master and pilot of
the KEYTRADER From visually orlentating thedir vessel ' s
movements and rhe BAINE's movements to the river's naviga-
tional channel, and contributed to the illusiom that the
BAUNE wag moving out of the ancherage area.

ea
=

6. The KEYTRADER and BAUNE were approaching esch other at speeds
toa fast te allew adequate time toe properly evaluate vessel
movemants by manually processing radar data.

7. The high velocicy of the river's current impeded che vessels
From operating at slower speeds that would have allowed
gufficient cime to properly eveluate the movemencs of
approaching vessels by manual processing of radar data.

)




H. The MV AUSTANCGER and cthe MV BALER both overtook the BAUNE
as that wvessel procesded up the river.

i i There are ne gpecllile Copast Guard guidelines to assist
masters and pilets im determining consistently & maximum =afe
spead when vessels are navigating by radar in restricted
waters, Becausze adequarte speed guidelines do nob exisc, the
Coast Guard's conclesion that the speeds of the XEYTRADER and
BAUNE were "immoderate™ ig an after-the-fact conclusion.

10. The ipvestipation did not find any evidence that navigational
equipment, steering systems, ot propulsien systems failed or
contrlbubed o the collisian,

11, The effeccivensss of chanael 13 VHF, which is regquired fot
bridge-to-bridge communication, is seripwesly degraded whean
wsed by a large number of wvessels; upndisciplined use of
channel 13 and the use of shipboard vnips with large powet
cutpucs contribute to interference of this channel.

12, Enviroomental conditions prevented the EEYTRADER's sound
signal from being heard by the BAUNE s bridge watch.

13. Because of the effect of envirommenral ceondicions on sound
gienal propagation and the operational difficuleies with
bridge-to—bridge radictelephcne, the KEYTRADER did not have
a reliable means of establishing a passing agreement with the
BALKE.

14, The magnitude of the fire on the KEYTRADER increased when
aluminum hatcheovers, which secured rcatgoe tanks, melted and
allowed the pascline in tanks that were not damsged by the
cellision te become imvelved inm the fire, These additicnal
spurces of fuel made che fire morve difficult to extinguish
and increased the extent of damage.

15. The Ccast Guard is aot adegquately equipped to fight major
marine fires.

Prakable Cause

The Macionsl Transportation Safety Board determines that the probable
cause of this casualery was the feilure of the KEYTRADER's pilot to cor-
rectly interpret the BAUKE's movements, which led him te make # port turn
o position his ship for an improper starboard-to-starboard pas-sing witch
the BALRE.

14




Contributing to the accident were the cperation of both vessels ar
speeds that did nor allow sufficient time to establish a radar trackline,
compounded by the inadequate use of the shipboard radar to evaluate a safe
passing maneuver; the failure ro establish communications; the inadequacy
of aound signals under exiscing envirommental condicions: and the failure
of the BAUNE o maintain a leoockowr.

RECOMMENDATIOMNS

Az & rvesult of its analysis of this aceident, the National Transpor-
tation Eafety Eoard made the follewing recommendstions:
-- to the 0.5. Coasr Guard:

"Establish gueidelines to determire the maximum safe speeds
for vessels that are navigating with radar in limited
vigibility on inland waters and require vessel operators
ta set the vessel's speed at, or less than, the maximum
sefe speed. The guidelines should insure adequate time
for processing radar daca, for evaluating the movemenr of
approaching radar contacts, and for establishing & timely
passing agreement. The guidelines should recognize the
reduction in processing time achieved by electrenic and
computer aids. (Class 11, Priority Followup) (M=77-1}

"Petermine the maximum strength of & current which leads

te the mandating of one-way traffic for vessels that are
navigating by radar in [imited visibility on inland waters,
and requite the Vessel Traffic Service to mendate one-way
traf fic when the strengeh of the current exceeds the maxi-
fwm strength. (Class L1, Prioriey Followup) (M-77-2)

"Establish mirimum standards for manually processing radar
data that will assist in evaluating the movements of approach-
ing radar contacts on inland waters, and require vessel oper-
ators te imsure that radar data is processed in accordamce
with the standards unless a Collision Aveldence System is

in use. (Class II, Priority Followup) (M=-77-3)

"Develop and publicize informetion shout deficiencies in

the use of Sound signals becween vessels including the effect
of envircmmental conditions on sound propagation. (Class IIL.
Priovity Followep) (H-77-4%

"Prohibit the use of metals with low melting points and of
fire-consumable gaskets 1in both tamkeovers and deck piping
gvstems on tankships. (Class 11, Prierity Followup)
(M=77=53
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"Study the adeqguacy of its capability to fight major marine
fires on remote waterways where the local firefighting
capabkility is inadequate, and establish an adequate fire-
fighting capabilitv for such areas. (Class II, Priority
Followap) (E-77-81"

== to the Maritime Administration, Department of Comerce:

"Eatablisk guidelines to provide for the uase at the earliest
pozsible date, of Marvine Radar Interrogacicon Tranaponders
(MEIT) and Collision Avoldarnce Svstems {CAS) by vessels that
are navigacing by radar om inland waters., (Class IT,
Priovicy Followup) (M=77=7}"
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Commandant "s Actien

The Marine Board of Investigation convencd to invescigace
the circumstances syrrounding the collision between the
55 EEYTRARER and 58 DAUNE {(Horwegian) In the Mississippd
River on 18 Janvarv 1974 with loss of life

1. The record of the Marine Board of Investigation convened o lovestigate
gubject casusaity has been reviewed; and the recerd, including the Findings
of Fact, Conclusions and Recommendations, is approved subject te the
following comrents,

REMARES

The causes and contributing causes of this casualty as determined by the
Board are concurred with. However, addicional emphasis peeds to be placed
on the failure of the 55 KEYTRADER to keep to thot side of che fairway or
mid-channel which lies om the starboard side of such vessel ag required

By 33 USC 210. The Board states in conclusion 2a that the 55 BAURE while
proceeding upriver past Pilottown was favoring the East Bank, as was
"costomary' for wpbound weassls In that area. Under the Inland Rules of
the Boad it £s more than customary for wessels pavigabing a narrow chanpel
to "keep to the right." Such practice 1s a regquirement of federal statute
and the fallure of the 55 EKEYTRADER to comply with this requirement is
congidered to have contributed equally with the Emproper action of the

8% KEYTHADER 1in initiating snd attempting & starboard to starboard

passing as a primary cauvse of the collision.

Additionally, the failure of both vesasels to effectively 4nalyze and
wtilize data available feom Badat equipment as discussed im the Board's
conclusion 5 is considered & contributing cause of the casualty,. Alchough
this is so0, it is cautioned that radar pletting is solely anothet aid to
assist the aavigator and it must be propetly performed and imterpreted.
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ACTION COMCEBRNING THE RECOMMEWNDATIOMS

l, Becommendation: That & harbor advisory and traffic control system
be established to control the movement of vessels transiting the
Mississippi from the entrance to the Passes to and including Mew Orleans
Earbor, The purpose of such & system would be in negotiating the
Mizsizsippi Riwver both during periods of poor visibility and during
periods when one way treffic control may be required,

Acticn:  The informal agreement for wessel traffic ceonmtrol as discussed
in the Beard's Conclusion 10 is considered ineffective, The system being
non=mandatory, ner regulated, nor enforceable offered only a modicum of
security Lo vessels operating in the area, The Coast Cuard has plans for
the establishment of a wvessel traffic service which will encompass the regs
ormended portion of the Mississippi River, A vessel movement reperting
system szhould be In eperation by mid Calendar Yesr 1577, It must be
kept in mind, however, that safe navigatfon can be effected by strict adherence
to the Rules of the Road, prudent navigation, and the proper use of all
equipment svailable to navigater such as reder and radiotelephone,

Zs Recommendaktionm: That a copy of this report be forwarded te the
Federal Qommunications Commissfion for thelr Inforrztion and action as
deemed appropriate concerning the undisciplined end unauthorized use of
Channel 13,

Action: The increased use of Channel 13, the bridge=to=bridge radio=
telephone [regquency, both for authorized and unsuthorized transmissicn is
recognized. While the Federal Communicatfions Commission has a general
responglbility for proper communications, the responsibility of enforcing
the requirements of the Vessel Bridgesto=Bridge Radiotelephone Act rests
with the Coust Guard, Coast Guard units in the Eighth District and else=
where menitor this frequency on & regular basis, Where violstions of the
Act or its implementing regulations are substantiated, the Coast Guard cites
vielators and levies monetary penalties, Additionslly, a public informafdon
progran is underway which {3 deslgned to increase the awareness of users of
Chaomel 13 to the importance of the [requency end the restrictions of Lts use,

A copy of this report will be provided to the Federal Communications
Commission for their information,

3»  Becommendation: That further fnvestigstion under the Suspension and
Revocation proceedings be initiated in the cese of Oscar F, Woods, Jr.,

License 442060, pilot of the 55 KEYTRADER, concerning his part in this

casualy,

Actiont Further investigation under Suspension and Revecation
proceedings was conducted concerning the pilot of the 55 KEYTRADER
iot his part in this casualty,
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4. Recommendaticnt That further investigation under the Suspension and
Revocation proceedings be initiated in the case of William M. Tavlor,
License #335141, the master of Lhe 55 KEYTRADER, concerning his part in
thisz casualty.

Action: Further investigatlon under the Suspenslon and Revocation
proceedings waz conducted concerning the master of the 55 KEYTRADER
for his part in this casualty,

3. Recommendation: That further investigation under the Suspension and
Revacation proceedings be initiated in the case of Louis E. Miller,
License §#417230, pilot of the 55 BAUNE, concerning his part in this casualty,

Actiont Further investigation under the Suspension and Revocation
proceedings was conducted concerning the pilot of the 55 BAUNE faor his
part in this casualty,

6. Recommendationt That further investigation under the administrative
penalty procedures be initiasted against the master of the 55 BAUNE for
failure to sound fop signals (33 USC 191), for failure to proceed at a
mederate speed im fog (33 USC 192}, and for neglipence inm that he failed
to keep a proper lookout (46 USC 1461({d}}.

action: Further investigation under the administrative penaltiy
procedures has been initiated concerning the possible violations of law
on the part of the master of the 55 BAUNE.

T. Recommendation: That further investigstion under the azdministrative
penalty procedures be initiated against the owmers/operators of the

85 KEYTRADER for fallure to sound fog signals (33 USC 191), feor failure

te proceed at a moderate speed in fog (33 USC 192), for failure to establish
a port to port passing agreement (33 USC 203, Rule I}, for failure to
irmediately sound theé danger signal and step when ne response to the

two whistle passing signal was heard from the 55 BAUNE {33 USC 203, Rule I1T1),
and for failure bto keep to that side of the fairway or mid-channel that lies
on the starboard side of the vessel {33 USC 210).

Actignt Further investigation under the administrative penalty
procedures has been initiated concerning the possible viclaticns eof [aw
on the part of the owmersfoperatorsz of the 55 HEYTHADER.

Further investigation under the administrative penalty procedures against the

owners of the S5 BAUNE has zlso been initiated for failure to sound fog
signala {33 USC 191), for failure to proceed at a moderate speed in fog
(331 USC 192), and for negligence in that the 55 BAUME falled to keep a

proper lockout (46 USC 1461(d4)).




2, BRecommendation: That a tecording deviece similar Lo that installed
on commercial alreraft be reguired on merchant wvessels which will preserve
vital information subseguent to a shipboard accident,

Action: The primary purpese of a Flight recorder is to reconstruct
events in the case of a2 non=survivor crash, Unlike the eircraft accident,
very seldem are there vessel casualties that kill everyome immediately
concerned or these persons thet are witnesses to the sccldent,

It is agreed thst in certain incidents a record of courses and speed
changes and certain other operational functions would provide facts which
would asgis® im determining the cause of the casualty. Hewever, the
number of incidents where such information weould lead to improved vesszel
safety 1s not considered sufficient to justif{y the cost of providing end
maintaining the equipment necessary to record and protect the Information,

9, Recommendatien: Pending the development znd availability of the sbove
mentioned recording device, that the installation and effective use of
courze recorders be required aboard merchant wessgels cperating on Lhe
navigable waters of the United States,

Actiant The Soast Guard has under consideration as part of the
regulations being developed to implement the Ports and Waterways Salety
Act & requirement for course recorder equipment to be imstalled aboard
all U, 5, vessels of over 1600 gross tons, A Notice of Proposed Rule=
making is expected fo be published in the near future,

13, ERecommendationt That the uge of aluminum and cther matérials
which are destroyed or breached after exposure to high tempeératures

or flemes be discontinued in the construction of carge tank boundaries
and lifebosts,

Action: Although aluminum lifeboats are more susceptible to fire
damage than those made of steel, fires of sufficient intensity will
render any lifeboat and/or davit design useless regardless of Lthe
material construction. The complete surviwal system design is based
on multiplicity of this egquipment so that the preobability of access
to some equipmeént is good in spite of what may happen to an individual
piece of equipment, Additignelly, aluminum lifeboats possess gther
desitable properties such as light welght and corrosion resistance.
Overall, sluminum lifeboats sre considered equally reliable to those
constructed of other materials,

Aluminum cargo tank covers have been permitted en U. 5. vessels since the

early 1950%s. The use of aluminum covers was allowed because it was
believed that the lighter covers were less of 2 human salety hazard and
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that while a cargo may be exposed to open flame by a materizl failure,
there would be little or no contribution to a vessel failure, Mare
research of past casuvalties is being conducted to determine if the premise
under which aluminum covers were accepted remains walid,

0. W. SILER
Admiraf, 1. S. Ceast Guard
Commandant
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DEFPARTMENT OF TRANSPORTATION

UNITED STATES COAST GUARD rommander
Flith Coast uard Discrier
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Federal Building
431 Crawferd 5t.
Pertemowtch, Ve, 23705

5863/55 EEYTRADER/SSS BAURE

1l Gerabar 1074

S5 MEYTRADER, O.W. E67205, 55 BAIME (Horwegian); collisicn at Mile 6.2

AHP, Mississippl Rivér on 1B Janvary 1%74; with loss of life

FINDINGE OF FACT

The outbound, loaded U. 5. tankship 55 KEYIRADER and the inbound, loaded
Lorweglan bulk carrier 55 BAUHE collided ac about 1401 CDET, on LE January
L%74, inm the lower Mississippi River ac approximately Mile 6.2 abowe Head of

55 HEYTREEER, nedr Che bteakx of Ehe foréecastlehead.

the 855 EEYTRADER dignited.
tanks.
fire.

The baw of the 55 BAINE petiettated the starboard side of che
Gastline cargs aboard

Burming zasoline spilled from the tuptured cargs

Both wessels were extensively damaged Im the collialon and ensuing
The U. 5, Coast Guard foughc and excinguished the fire om both vessels

as they lay abreast of each other and aground on the East Bank of the river.

Six perscns are koown dead, and Cen persons are misaing,

Three persons sus-

tained injuries which incapacitated them for a pericd of ever 72 hours.

Z,

Vepsel data:

HAME :

0.di.

CLAZS:
CEOSS TOXE:
MET TOHS;
LEMCTEH :
BREADTH:
DEPTH:
CARGD SFACES:
YE&E BULLT:
HOME POET:
PROPLLESLON
HORSEPORER !
OWNER:

OFPERATOR

LAST INSFECTION
FOR CERTIFICATION:

KEYIEADER

267905

Tankship

11,474

8,020

525.47

68.3"

37.6°

12 Carge Tanks

1454

Wilmington, Delaware
Steam Turbine Reduction
7. 700

Eevstone Tankship Jorg.
313 Chestaur 5t
Philadelphia, Fa.
Kevsoone Shipping Company
313 Chestout 3£,
Philadelphia, Fa.

28 March 1573

b

BAUNE

Bulk Carrier
22,311

15,105

hZ%°

7"

Let

9 Holcs

13548

Oele, Horway
Sceam Turbine Redostlion
o, 200

Skips &/5 Baumare
Uslo, Horway

Oala, MNorway

Solag = 1% Septéezber
1972




FORT:
CEEH
OTHER PERSOW ON BOARD:

YWAETER :

Savamnah, Ga.
37
1 Filot

Willlam M. Tayleor

WHBLUTY,
oL License
D I

decar F. Woods, Jr.

ASE.

Hew Jrleans, La.

£ License 443060

Issue Humber

MHTF

Master of Scean & Motor
VYeaepels of any Grose Tons
wpon riversa: ales Hadar
Oheerwer: also First Clase
Pilot of Steam & Hotor
Vesaels of anvy Gross Tons
upon the upper & lower
Miegigeippi River Mile
B39,1, U.M.R. & the séa
via Seuth or Zouthwest
Pass, Mississippi River
Gulf Ouelet, berwesn Light
117 &L the sea: Qhio Hiwver
Mile 981.0 e HEle 602.1;
Illinois Eilver & Water—
way Mile 0,0 to Mile 320.1
Hember Federal Coast Filetes
Association af Louilslanma,
inc,, for five wears.
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Nia

K1

1 Pilot

1 Pergeng 1in mddition teo
the crew

Trygve Haavik, -
Brttvaag, MNorway,
Licensed Maater,
authority.

Korwegian

Louis E, Miller

3 License Ho. N
Izsue Fumber [N
k

First Class Filat of Stecam
E Mobtor Vessels of any
Gross Tona on Mississippi
Biver from Huey F. Lonmg
Bridge, La., to the gea wia
Semth & Southwest Pasaes,
alsc on Yississippl River
Guif Ourlet between Light
Moo 104 & the Sea Buey, also
Badar Observer.
Appointed an Asscciated

Eranch Har Pilet by the 3cate

of Loulsiana Executive
Department on 31 December
1952,



4. The following is a list of the perscns whe ave known dead as the result
of the casualty.

55 BAUNE
Petter Iversen = Chief Steward

Rorway

¥

George M. Lewis - Deck Boy

St., Ann's Bay, Jamaica

Mrs, Aase Eggen - of Second Enpineet _

3135 Assgaardstrand, Norway

Tromd Eggpen - of Second Enginesr _

1133 Aasgsardstrand, Horway

1

55 EETTRADER
Faul J. Hernandez = Ordinary Seaman
Isaiah Clever = Messman
l!!!!!!!'!!!!!l!!!ltda
4. The following is a list of the persoms who are missing.
55 BAUNE

= Boatswain

Kingston 16, Jamaics

Dehe Rios
fc., Anm, Jamaica

2



= Ordinary Seaman

Gt. Anm's Bay, Jamaice

Priory F.A,
4t, Ann, Jameica

I - Cilc:
I P irclnd

gt, Michael, Barbados

ﬁEE Ecl}k
+ AL 4 g s

- Saloon Hoy

Tower Isle, P. O.
St. Mary, Jamaica

Se. James, Barbados

S5t. James, darbados

I - essoen

Sr, Michael, Barbados

The following persons were hospitalized, incapacitated for move than 72 hours.

3% RBAUME

5t, Aann, Jamaica

_ - 0iler = M¥inor burns

St, HMichael, Barbades
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I - Fironan - Multiple burns, cuts & bruises
3t Michael, Barbados

5, Three members of the Beard visiced the scene of the accident en Z0 Jeanuary
1974 for prientation angd boarding of both wessels, which at thac time were
aprouynd of f the East Bank near Mile £,1 ANF. GBoth wvessels were Llying approxi=
mately parsllel to each other, bow upstream. The S§ BAUWE was ranged en both
ancher chains, inshore of che 55 XEYTRADER, with the bew approximately sbeam

of che amidship house of the 55 KEYTRADER. Firefighting was still in progress
in che stern section gnd stesring enginepoom of the 55 BAUNE. The forward cargo
tanks and forecastle area of the S8 KEYTRADER were ablaze, with mejor fires
fighting effort by Coast Cuard Cutters ACHUSHENET, DEPENDABLE, POINT Sal, FOINT
SPENCER and €0 33020 in progvess. The wheelhouse and enginercom areas of bath
vessels, and cthe esteeripg enginercom of the 535 KEYTRADER, were examined for
oprlentation 2s to the layout of ipstalled equipmenmt. The security ol Che course
recorder rolls in use et the time of the c¢ollision was verified, and the tracings
from both vessels wera suhsequently delivered to the Board.

B, The wind at the time of cellision was southeasterly at about L0 knots, The
asir snd water temperatures were 72 and 44 degrees Fahrenhedlt, wespectively. The
gkv was cloudy. Visikility near the surface of the river was impaired by a dense
layer of fog wvarying in helght from about 10 to 30 feet. WVisibility abowe Lhe
layer of fog was restricted to a distance of 2 to 5 miles. Upper hulls and super-
structyres of larger wessgels, such as the 55 KEYTEADER and the 55 DALME, were
clearly visikle within the distance of restricted visibility. The river stages
a5 indicated by the two pages located nesrest the scene were 4,0 fect ahgve Mean
Sea Level st Head of Passes, and 5.0 Feet abowe Mean Sea Level at Impire, Mile
29.0 AHP. The Mississippi River system of levees is not continued scuth of Mile
10,0 AP, The river below this area overflows its banks durlng stages of high
water, which condition existed on 18 January. The putflow strength of the main
Misgissippd Rlver curvent was an estimated four and one-half knote.

7. The 35 KEYTRADER is a typically configured tank wessel having a railsed fore-
castlehead, an amidship house, and an afterhouse. The vessel's master, deck
efficers and radio of ficer are auartered in the amidahip house, from which the
wegaal La navigated, The afrechouse contains the main machinery and provides
accommodationg for the ather members of the crew. There are eleven main cargo
tanks, which are subdivided imte thirty-tws individusl tanks numberes one port
and one starboard, and cwe through eleven, port, center and starboard. The
vessel an the day of eollision was equipped with customary navigational gear,
including steam whistle located on the stack, g¥ro compass with repeaters
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on each bridge wing, bridge-to-bridge rtadictelephone, engine order telegraph
{electric), telemntor and electric steering, rodder angle Indicator, and two
radars. All navigational equipment including telemotor, ¢ourse recorder and
both radars was operating properly at time of collision. The sccuracy of the
g¥ra compass was checked during passage downriver and no significant error was
found,

B. One radar on the %5 KEYTRADER, a Raytheon Pathfinder with siwtean inch scope,
wae installed when the vessel was new in 1954, The cther redar, a Kelvin Hughes
with approximately eight inch scope, was inmstalled about 1967. The Raycheon
Pathfinder was operating on the twe mile scale, and the Kelwin Huphes on Lhe one
and a half mile scale, at the time of eollision. There was no pleot being main=
tained of targets obscrved on either radar.

9, The 55 HEYTRADER is propelled by a single serew. Full speed ahead while
steaming at ses in leaded condition is abeut 15 knors, at 83 R.P.M. Full speed
ahead while maneuvering in vestricted watere with a piloc abosrd, such as on the
day of ¢ellfsion, is about 11.5 - 12 knots at 70 R.F.M. Maneyvering speeds At
half shead and slow ahead erve approwimately 7.5 and 3.5 knots, at &3-43 and
13-25 o, P.M,., respectively. “MaxImum E.F.XM. nermally produced Im rvesponse to

an order for full sstern is approximately 54,

10. The 55 EEYTRABER completed loading a carge of L42,427.21 barrels (17,706 34
tons) of gascline, jet fuel and furnace ofl at Shell 0il Company, Hereo, Loulsiana,
or 17 January 1974, Draft departing Worce that day was 20'08" ferwsrd, 337047
aft, gnd 31'06" mean. The cargo was comsigned to Shell 01l Company, and destined
for Searsport, Maise. Cargs tanks ome through fowr (all located forward of the
amidship house) contained 4%,934.0 barrels (5,660.5 tons} of Shell Regulap Gaso-
line. Tanks five center and six center contsined 11,125.0 barrels {1,284.38
tons) of Super Shell Gasoline. Tanks five port and six port eontained 5,226,468
barrels (581,46 tens) of Shell Super Regular Gasclire, Tanks five starboard,

aiy sterboard and seven across contained 15 818,76 barrels (2025.08 tens) of
Jet-a fuel, and the remaining tanks eight throuph eleven across centained
60,325%.49 barrels (§,150.91 tons) of furnace oil. ALl tanks were loaded to an
ullage of approwimately fenr feat, except four port, nine center, and ¢leven
center, which were slack, and four starboard, which was empty.

11. The 55 BAUNE is a bulk ore carrier constructed with a raised forecastle-
head, an emidship house, and an afterhouse. The vessal's master, deck officers,
and radio officer are quartered im the amidship house, from which the vessel

ie navigated., The afterhouse contains the main machinery and provides accommo-
dstions for the remainder of the crew. The vessel has nine cargs helds, which
at the time of casualty contsined # tocal of 34,453 long tons of bauxlte core.
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The wegsel loaded at Port Rhodes, Jamaiea, on B Jenoary 19746 and sailed with
a draft of 34'20" forward, 35'11" aft, and 35'04%" mean,

12. The 25 BAUNE was [itted with twe engine order telegraphs, one located on
each outheard, foarward corner af the wheelhogze. The wvessel was alse fitted
with bridge-to-bridge radioctelephone, & gyro compass, rudder angle indicator,
radar, a gteam whistle located om the stack, and an 3ir whistle located akove
the amfidshly house on cthe mainmast., The radar sef, a Raytheon Pathfinder, was
located approximately § te 10 feet to starboard of the helmsman's position.

The radar was fully operational during the Cransit; however, the master had re-
quested by message te the ship's zgent thet the services of 5 radar teéchnician
ware needed to correct & weak heading flasher presentation. A4ll savigatiomal
equipment was operating properly. The radsr was cperating on the two mile range
scale at time of collision, There was ne plot belng maintained of targets ol-
served on the radar, The accuracy of the gyro compass was checked during
passage upriver and no significent error was found.

13, The &2 BAUNE is propelled by a single screw. Maneuyering speeds in re-
stricted waters with & pilot abosrd, such as on the dav of collision, arc 20
B.P.M, for dead slow ahead, 32 R.P.M. (4.5 knote} for slow ashead, &0 R.P.M, (7
knots for half ahead, and BO 2,P.M. (LD koots) for full shead., The vesscl has
two steering ayetems, electric and hydraclic., The hydraulie steeribg syacem
wag in wge at the time of the casyalty, There iz 3 special rudder control which
permics the angle of the rudder to be placed between 45 degrees left angd 45
degrees right to facilitate steeripg when the vessel fs manecvering in re-
stricted waters, This speeclal rydder angle contyoel featere was in operation

at the time af the casualry,

14, The 55 KEYTRADER deparced Worcen, Louisiana, om 17 Januery 1974, The deck
and engineroom clocks had been synchronized, and the course recorder checked.
All mavigational gear was tested and found satisfactory prior to departure.
Fedaral Pilot dzcar F. Woods, Jr., was in charge of maneuvering the wessel.

The wovage downriwer that dav was wneventful until sppreoximately LE3D, when

low lving fog was enscuntéred. Commumications overheard on Chamnel 13 indicated
that Zense feog had reduced the wisibilicy in Sguchwest Pass. The master and
pilet discussed the sitwaticn and desided to ancher until the fog cleared. The
vessel was burned and anchored st 195%, on 17 Janvary 1974, near the right de-
scending bank at approximately Mile 13.5 AHP,

15, Wisibility improved somevhat ac approximately L1100 on 1E Jenuary 197&,
The vessel remsined at anchor untdl after lunch., At 12190 the pilet remarked
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o the mageer they eouwld gee several milez and the vwisibility was not gaing o
get any better, It was decided to get underway. After the anchors were aweigh,
the %5 KEYTRADER stemmed the current while waiting for marthbound wessels to
clear the avea., Overtaking agreements were exchanped with four wessels owver

VHF radio om Channel 13, sas the 55 HEYTRADER held te the right descending or
West Bank. The pillat then commenced a turn to the right to head dosmriver.

This maneuver was completed at about 1325, at which time speed was set at half
ahead,

lé, At about 1325 northbound craffic was chserved ahead. A0 1328 speed was
reduced to slow shead, Between L1343 anmd 1355 the wesael procesded downriver off
the West Bank onm gvro hesdings of about 130 to 135 degrees. At 1345 after
clearving treffle in the wicinicy of Venice, Louwlsisna, speed was Increased Lo
half ghead. At about this time Filot Woods breoadcast his position twice on
Chamnel 13, requesting any vessel batween Wilder Flats Light and Piloitowm to
answer his call. He received mo reply. The pilot again broadoast his positicon
indicating he was southbound acr Wilder Flats, WNo reply was received. An ordi-
BATY Seaman was on the bow as leokout, aleong with the Chief Mate and Boatswein
who were standing by the anchors., The master, pilet, third mate, and able sea-
man at the helm were on che bridgs, Fop signals were not being sounded, The
£5 KEYTRADER was then approaching the Norwegian MV TREOLL FOREST, which was
anchored above the Pilettown anchorage, at a distance of approximately &00
vards belew West Foint Bank LBight (Mile 7.7 AHF), and approximately 1204 feet
off the West Bamk, The 55 KEYTHADER passed between the MV TROLL FOREST and the
West Bank., Distance from the MY TROLL FOREST, when abeam, was approximately
N feet,

17. The Missgissippi Hiver in the ared below Wilders Flat Light is approximarely
1300 werds wide and has & slight kend to the right, Pilettown anchorage is an
area approximately 5.7 miles in length along the right descending bank or west
gide af the piver, The east limit of the ancherage area at the upstream end
starts &t a poimt approximately 1,600 feet from the east bank ar Mile 6.7

above Head of Passes and extends dowmstresm penerally parallel to amd 1,600

feet from the east bHank line to & point directly appesite Old Ouarantine Station
Light at Mile 3.7 abowe Head of Fasses; thence to a peinc 1,600 feeb directly
opposite Plloctown Wingda=m Light at Mile 1.5 abowve Head of Passes, which is the
dovnstream limit of the ancherage srea. The arca is marked by large signs,
"riletrown Anchorage,” located on the right descending bank ar the lower and
upper limits.

18. The master &nd the pilat on the %5 KEYTRADER observed, first on radar and

then visually, three vessels in the general anchorage. The vessels appeaved to
be in lime. Tt was ascertalned that the fivat wvessel, the 55 OCEAN PRINCESRS,
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and the second vessel, the 55 PYRAMID VENUS, were st anchor and would be passed
well clear. The third wesgel, the 55 BATNE, did not appesr to be anchared. That
vessel wag more Eto the eastward than the twe vessels anchored ahead, on a heading
which appeared to be ten to fifteen degrees to starboard of those two vessels,
Furthermore, ne anchor ball was wisible, Movement of the S5 BAUME, and the fact
that she was indeed underwav, was confirmed by chservation of the radar. A
about 1333 the 38 XEYTRADEE began to alter course severel degrees to the lefr,
from a gyro heading of 132. At about 1358, when the 55 BAUNE was at a dig-

tence of abgyut 1.25 miles and bearing zpproximately 1 pofints op the starboard
bow, a twe—whistle passing signal was sounded by the 35 KEVTRADER. No whistle
reply was heard. The pilot attempred to estzblish radie contacr on Channel 13
with the 85 BAUKE: no replv was raceived. At about 1356 the 585 KEVIRADER steadied
on & heading of 126 and continued te diagonally cross the viver., At that time
the 5% BAUNE was procesding wpriver at full speed, nearly parallel and close to
the East Bank.

19. AL about 13538, when the vesgels were approximately three-quarters mile dis-
Lant, the 55 BAIME weg cbserved to be swinging to the right. Te the pilat of
the 35 KEVIRADER, the swing of the 35 BAUNE appeared to be & wide sweeping one
which cemmenced near mid-river. The §5 EEYTHADER sounded the danger sipgnal,
followed by a two=whistle passing sigral. The master stepped out to the star-
board tridge wing fo listen for am answering whistle eignal. He heard nope.
The pilet, who was in the wheelhouse, ordered twenty degrees left tudder and
at 135% ordered full ahead. At 1400, the master retyrped to the wheelhouse,
ordered che Third Mate to ring the penersl alarm, and simultanecusly put the
engine order telegraph oo [ull astern. The master jingled the enpine order
telegraph. The engine wes placed on emergency [ull astern.

20, The master, afcer ringing full astern on the telegraph, blew the danger
slgnal on the ship's whistle. The rudder returned amidships as che helmsman
relessed and ducked behind the wheel. Collision occcurred at about 1401, at
which time the pi]ﬂt orderad full ahead. Enginercom pcrsguunl hﬂgﬂn ] TEspﬁnd
to this ofder, but thelr space began te FL11 with smpke. The general alarm
bells were tinging. It was decided ko kiLl the beiler fires and leave the
engineroom, The fire pump, howewver, had heen startod.

1. During che final moments before cellieion, the master returned to the
bridgze wing and welled co the people on the bow, ordering them to lesve. The
Chief Mate and the Boatswain responded o the master's orders. They ¢scaped

by tunning aft. The ordinarv sesmam, Hernandez, Aid net raspond £n the mas-
ter's orders in sufficient time 1o escape. He started to run only & few seconds
teiore collision, The force of Impact threw him to the deck of the forecascle-
heed, where he died as the gasclime cargo burst inco flame.
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Z22. The engle of impast, in relaticn to the starboard sides of the vessels,
was about 57 degress.  The bow of the 55 BAUNE entered the atarhoard side af
the 55 KEYTRADER, for a distance of about twency feet, near the break of the
forecastlebead in way of Kumber I and Rumber I tanks. Speed of the 55 KEY-
TRADEE at moment of colligion was estimated at four knots by the master., The
pilet of the 35 KEYTRADER, who was chbserving the redar at the mement of ealli-
sicn, gave varving escimates [rom 400 to 700 feet mc the distence the vegsgsels
collided off the East Bank.

23, Persistent fop conditions plagued the lower Mississippi River and the
Pagses during the month of January 1974, Many vesgsels were forced Eo remain

at anchor for extended periods while waiting for the fog to clear. The general
anchorage near Pllottowsm became congested. One wessel, the WY TROLL FOREST,
was anchored above the designated anchorage. Numerous vessels were also
anchored im the Gulf of Mexice off Southweat Pass. The 55 BAUNE wes cne of
those, and had been at anchor for seven days while waiting for the weather to
clear sufficiently for getting underwsv and entering the Pass.

2L, To oost effectively move the vessels and relieve the congestion whenever
the weather cleared sufficiently for nmavigaticn, it was ieformally gereed wpon
by che Associated Branch Pilots, the Creascent River Port Pilots Asscedation and
the Mew Orleans Stezmship Asscciation that northbound traffic would Be moved
first. The presence of fseveral dredpes working in the vicinicy af Southwest
Pass to réstore channel depth wes a fastor in thisz arrangement to mowe traffic
cne way at a Cime, The Federal Filote, including Filoe Oscar F. Woods, Jr.,
were not informed of this decision,

25. At about Q0900 on 18 January, the master of the 55 BAUKE was sdvised from
the pilot statlon to prepare to enter. The vessel kove anchors st 09460 and
proceeded toward Southwest Pass Entrance Bouoy (LL #1693, A radis message was
gent te the ship's mgent, in Batom Rouge, Louwisiana, requesting Che services of
a radar technician. The message indicated that the radar was in operation, but
the intensity of the heading flgsher was either weak or non-existent.

26, Filot Louis E. Miller boarded the 55 BAUNE at 0951 in the wiciniey of Sopth-
weest Pass beabuoy. The vessel entersd the Pass ac about 1030 and proceeded at
various spesds without incident until 1035, when it arrived at a shoal spot off
0ld Filot Statcion (Mile 19 helow Head of Passesg). The vessel slaowed somewhst

but otherwise experienced no difficulty. While in Southwest Pass the S5 BAUNE
axchanged passing egreements on Channel 13 with three dredges. Agreements wére
alzp exchanged with the merchant vesgels MV AUSTANGER and MV RIO EBALER, which
overtoak the 55 BATHE,
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27. Pilet Miller called the watchtower at Pilottowm, and pave his estimated
time of arrival there as 1320, He was informed that the MV AUSTANGER would
receive the last available river piloc, The MV RIO BALENW and the 55 BAUNE

would hawve to walt the arrival of pilots who were bedng driven from Wew Orleans
te beard bthe pilothboat at Venice. The pilot and che master of the 55 BAUNE
discussed the delay and decided to continue wpriver and exchange pileots under-
way¥ rather thad proceed to znchorage. When the 55 BAUNE entered the Mississzippl
River the pilet wag infermed, bY the man stationed in the watchtowey, that mowve-
ment of dowmbound vessels with State pilots was unlikely, because all pilots
upon depariing ships at New Drleans were being driven back te Venice to assist
in moving ships morthward. The 53 BAUNE s pilot was alse informed that a2 ship
with & Federal pilet abosrd was anchored [n the viecinity of Michella, Louvisiana.
The ddentiffcacicn of that wessel and it's intended directiom upomn wetbing undar=
way was not mantioned,

3. The 55 BAUNE's speed was reduced from full ahead to half shead at 1320 in
the vicinity of Pilottown to clear the tankship 33 ESS0 SICARASUA, which wag
maneuvering o turn around in the general anchotage arvea. At 1322 spesd wag
reduced Lo slow ahead. At 1324 speed was Iincreased to half ahead, and at 1329
ta full ahead,

1. The 25 BAUNE continged upriver, steering a course of 330 degrees gyvro,
Fersonnel aboard the vessel estimated the distance off the East Bank to he
about 300 feec, There was no bow lockout., Fog signzls were not being sounded,
At abouwt 1345, Filet Miller spoke wich phe MV CRES-PILOT oo Channel 13 and was
informed that the pllotboat would get underwey from Venice shortly to come
direcely to the 55 BAUNE. At the conclusion of this conversation, the pilet
gecured his portable radio and placed it in his bap. He then switched the
Ehip‘E rafdia From Cheannel 9 Eo Chanoel 13, Mo communicabtlons were initiaCed
on Channel 13 from that time to the time of ceollision, although transmissicons
wvere heard aver the radictelephone,

30, Speed of the 55 BAUNE was reduced te half ahead at abeut 1338%, At about
135% course was altered to the left, with the vessel steadying on 323 degrees
Ertc. At this time the master was standisg en the port bridge wing, The pilo:
was to the vight of the helmsman in the viecimitvy of the radar set, which he had
Just wviewed., Svddenly, the master called out to fhe pilot that chere was a
vessel on the port bow, whish had sounded cwe blests of the whistle, The piloe
locked ahead and through the wheelkouse window could see a portion of che 22
KEVTRADER., He ran to the port bridge wing exclaiming to the effect that such

2 passing proposal was "imposaible". The 55 KEYTRADER was zbout three ship
lengths away, three to four points on the port bow, and thought 2o be in a
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crossing situatien. The pilot then ran back Into the wheelhouse and attempred
Lo meke radio conctact with the 55 KEYTRADER on Channel 13, Thiz affort wacs
vnguceessful. He put dewn the phome and erdered hard right redder. The mate
on watch ordered full ascern, over the telephone, This order was given at about
1504, The pilet as his next course of action ren to the whistle butten and

blew the danger signa®l, The telegraph was placed full astern, and Cwo or more
jingles given, The general alerm was sounded. The S8 BAUNE commenced to swing
in respense to havd right rudder, but at ahout 1401 the collision occurred.

A MAYDAY on Channel 13 was broadcast By the pilat before he and athers wers
forced from the bridge Bv the heat of the Fire.

21, Persomnel on large vessels, anchored and underway in elose proximity to
the collision, visuzlly observed the 55 EEYTRADFR and the 55 BAUNE as chay
approached each other and collided. Personnel aboard the 55 PYRAMID VENUS,
which was anchored spproximacely 1630 feet off the West Bank and withia one-
third wile of the collision site, observed the 55 BAUNE as it passed by, close
te the East Bank. The distance between the anchored 55 PYRAMIT VENUS and the
55 BAUNE when they were abesm of each other was approximatelvy 1000 feet. The
S5 KEVIRADER was obgerved to pass between the anchored 55 TROLL FOREST and the
West Hank, and then alter course to the left. At no time, in the viewing of
the 55 XEVTRADER and the 55 BAUNE, was either of those vessels chliterared by
patches of fop.

id. The two vessels collided ar or about Mile &.24 AMP, near the East Bank.
Ygmentum carried both vessels towards shallow water where they grounded. They
came to pest, slde by side and heading upriver with the S5 BAUME to starboard
of the 55 KEVTRADER, at or nesr Mile 6.08 AHP.

33. Gaseline cargo aboard the 55 KEVIRADER lgnired as the bow of the S5 BAUNE
enterad the vessel. Flames at that time exceeded 530 feet in height, The brake
lininge for the wildcate on the 55 BAUNE were destroved by fire, allowing
enchors and chaln to drop into the river. Burning gasoline spilled from the
ruptured carge tanks and was carrled alongside both vessels by the current.

34, On the bridge of the $5 KEYTRADER, the heat becsgme intense immediacely
after impact. Personnel on the bridge made their way to the catwalk leading

Lo the afterhouse. Flames progressed towards them as they proceeded afc.  Some
but mot all of the efterhonse doors were then clesed to prévent flames end smoke
from encering. The engineroom filled with dense amoke, and perscrmel on watch
abandoned the space. Prior to abandoning the engineroom the main plant was
secured, and the fire pump placed on the line. Ship's personnel congrepated

in the erew's messtoom on the second deck level, port slde. High flames sgr=
routided the stern. The crew became gquite concerned over their safety, &nd
considered the possibility of seeking safer refuge in the reefer boxes, But
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then as the heading of che vessel changed, the smoke and flames cleared the
port slde,

35, Two pl:rsnnﬁ._ the radic officer and Isalah Glover, &

messman, donned life preservers and jumped into the river from the stem of
the wessel, was rescued by a passing helicapter, The burned
body of Isadah Glover, in his life preserver, was recovered by a helizopter.

36, The crew proceeded to launch Humber &4 lifeboat. When it was waterborne,
the mester gave instructions to weep the boat alongside while he searched the
vessel for other surviving crewmembers. e searshed the after statersoms and
recréabion Speces. Not locating anyone he returned to the boetdeck where he
aau d able seaman. _ vas a large framed person whe had diffi-
culty but successfully negotiarced the embarkation laddey to the lifebast. Tha
lifebosat, with the master in charge, cast off and some fifteen minutes later
was recovered by the pilotboat JUDEE PEREZ,

A7. To escape the flames, bridge personnel aboard the 535 BAUNE made thelr way
dowm through the amidship house to the scarboacd access tunnel beneath Che main
deck. This tummel is ysed by the crew im making their way from cone €nd of the
vossel to the other in rough weather at sea, Thev entered the after deckhouse
and closed several doors leading to the =ein deck. The master procesded to-
wards Che boatdeck, found the after part of the vessel Lo flames, and decided
there wag no way Lo escape from the stern, The master, piloft and crewmembetrs
returned to the starbeard tunmel. They mede thelr way forwsrd, clesing che
cunnel doer leading o the forpcasclehead. They retoerned to the amidship deck-
house, closed watertight doors, and attempted $o put out fires oo the bridge

aned fm the radlo room, A sydden flash and {ocrease fn flame Intemsity forced
them to the main deck lewel. The fire around the deckhouse subsided and the
miaster and pilot went op deck. The master made an unsuaecessful attenpt to
attract the attentien of persons in the lifeboat of che 55 EEYTRADER, which he
observed throuvgh the flemes between the two wvessels. He observed that the star=
board side was clear of flames, and advised che pilop: and other crewsembers that
this was & good spportumity te swim te shore. The master jumped into che river
and swem to a log, which drifted te shere, He was later picked up by 2 heli=
copter.

36. Pilot Miller heard helicopters to the port side of the wessel and elected
not to jump from the starbosrd side. One of the helicopters landed in the
water., He observed two men jump over the side and swic towards the helicopter.
He thoughe this wonld be a good way for him to escape, but the helicopter
drifted awav in the smoke and fop. OCrewnembers con the afterhouse were launching
the part lifeboat, cne of the two aboard the 55 BAURE. Pilot Miller jumped into
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the water and swam aft to the boat, which was partially submerged due to it's
aluminum hull being holed by fire. Crevmembers zssisted him into the boat,
which was still suspended from the forward fall. 4 short time later & Chevron
il Company crewbocat, the BENMIE JOYCE from Venica, Louisiana, came slongside
and rescued eleven persons In the lifeboat. The crevboat tesk the survivors
Lo Venice, Loulisiapna, for medical attention,

39, The vemalns of Mrs. Asse Eggen and her son, Trond Eggen, fFamily of the
second assistant engincer, [ M@ +ere recovered on the poop deck of the
=5 BAUNE, The remains of the Chief Steward, Petrer Iverson, were also found
e the stern, All three persons died of "toral body burns". The hody of
GCesrge Lewis, deck bey, was recovered from the Missiesippl River on 18 January
1974. Cause of his death is listed as aaphyxiation due to drowming.

4. The ten missing persons of the $& BAUNE were observed by fellow craw-
members to be aboard at verlous times during the day of the accideat. The
mathod by which these persons left the 5§ BAUNE after the mishap was not
detarmined.

41, Comments on the firefighting procedures followed by both vessels and
reacue forces are ax follows:

&, Firefighting equipment abpard the 55 KEYTRADER was rek ufilized to coancrol
o combat the fire. The intensity of the fire forced the crew to take refupe

in the interior of the after deckhouse. The fire pump wes started prior to che
time personael abandemed the enginercom; howewver, no Fire hoses weve used.

b. The master valve in the steam smothering system of the S5 KEYTRIADER re-
mained closed after the collision. MNermal shipbeard practice wes te keep the
individual branch line valves to each carge tank clesed when the vessel carried
mere tham one cargo, as was the cese on 12 Januery 1974. This practice was
fcllowed to prevent cargo contaminmation caused by flow of product through the
steam smothering Branch lines,

¢. The intense heat on che feredeck of the 35 KEYTRADER was sufficient to malf
aluminum cargo tank hateh covers, thus allowing carge in tanks neot demaped in
the collieion te be expeosed te tha fire.

d. The ruptured carge tanks on the 55 KEYIRADER released a large volume of
burning fu¢l which spread dowmstream in the strong current. The spread of
burning cargo on the water surface enveloped the vassels znd even though of
relatively shert duration was sufficient ro ignite gombustible material,
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e, Fire hoses to & limited extent, and some porcable fire excimguishers, were
used by crewmembecs of the 55 BAUNE to combat the fire. The eguipment used was
ineffective in dealing with the magnitude of the fire situation which existed.

f, The CG=53020 wes the first Coast Guard vessel on scene and attempred to
extinguish the fire on both vessels, This iniclal attempt at fire extinguish-
ment by the Coast Guatd was ineffective due to intense heat and limited fire-
fighting capability of that smsll vessal,

f- The Commander, Eighth Coast Guard Distrier designared the Captain of the
Port, Mew Oplesms, Louwisianz, as On-Scene-Commander. He established a command
post Bt Venica, Louwisiana at about 1900, LE January 1974, The Coast Guard
Cutter POINT SPEMCER, dispatched from CG GROUF, MNew Orleans, Louisiana, arrived
on scene about 2040 and commenced firefighting operatloms. The fire at that
time wae intense. The Coast Guard Cutter POINT SAL assigned te CG GROUP, Grand
Isle, Louisfana, arrived at 2345, Both of these vesseis foupht the fires {rom
alongside the 55 KEYTRADER. Their efforts were successful in extinguishing the
fire in #4 port carge tank. At about 0020 on 19 January, after expending all
avzilable foam and umable to curczil the spreading of the flames, Ceast Guard
vegsels moved away from the burnimg ships.

h. The Coast Guard Cutter DEPENDABELY arrived from Fanama Cicy, Florida, at
abpue 0230 on 19 January., The vessel loaded an extra supply of foam and began
firefighting efforts st davbreak from along che port side of the 55 XEVTRADER.
The fires in Mo, E through Fo. & port tanks were extlagulshed by 0926, The
Coast Guard Cutter ACHUSHNET arrived from Gulfport, Mississippi, at abeut 1000
and placed a firefighting parcty on board about 1230, and with the collective
forces extinguished all flames on the 58 KEYTRADER at 17&0. A reflash and ex-
plesion occcurred at about 1830, and the forces were withdrawn when foam supplies
wire depleced at about 2130, Additiomal foam supplies from industrial and
governmental agencies were brought to the scene, At about 1436 on 20 January,
the Coast Guard Cutter ACHUSHEMET and Coast Guard Cutter DEPENDABLE resumed fire-
fighting operations. By 1900 che fire was extinguished, Miscellaneous fires
aboard the S5 BAUNE had alsc been extinguished by that time.

i. Aqueous film forming feam was found to be the most effective type in com-
bating the fire aboard the S5 EEYTRADEE.

. The enllisfon cccurred ian a remote section of the Mississippi River, and

the reseurces of federal, state, and municipal agencies, and private industry
were taxed to control the edverse effwcts of the fire and pollution petential.
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k. The Captaln of the Port, Hew Orleans, Levisiana, contrelled zmovement of
vessels on the Mississippi River to reduce the risks to the port and te ves-
sels trangiting the area. The closest fire boats on the Mizsissipnl River
were located at New Orleacs (Mile 90 AHP)., These ressurees were not available
for use outside che jurisdiction of the Kew Orleans srea during this incident.

41, Comments om the rescue cperations are as follows:

4. The res¢ue of survivors was, in the main, initisced by MA¥YDAY radio-
telephene distress signals sent by nearby vessels on Channel 13, which were
relayed te the Coast Guard Light Attendant Station at Venice, Louisizna, and

to heligopters which were airborne in the vieilnity of the cellision. The

quick response of the crewboat BENNIE JOYCE upon nearing of the accident and
proceeding te che scene was effective in the timely rescue of the eleven sur-
vivers of the 55 BAUNE who were trapped on the fire damgped and holed port life-
baac,

b. Thirty=-five crewmembers of the S5 KEYTRADER, adrift in Number & lifeboat,
were rescued by the pilotbost JUDGE PEREZ which was dispatched from Pilot-
town, Lowisiana, as soon as netice of the casualty was reccived.

c. The CC-53020, the crewbeat BENNIE JOYCE, and several private crafc searched
downriver te the Hesd of Passcs. The fog and extremely poor visibilicy near
the surface of the river made manewvering and search by those small vessels
especially difficult. Whether any of the missing crew of the 35 BAUNE wore
lifejackets when they left the wessel is undetermined, but sounds of whistles,
such as those atetached to life preservers, were heard by persons om a nearby
anchored vessel. Alrborne helicopters rescued the radis operator of the 53
EEYTRADEE, and the =master and six crewmesbers of the £5 BAUNE. The remaining
three survivors of the 35 BAUNE were picked up by small crafr, The body of
one victim from the 58 KE¥YTRADER was recovered shortly after the mishap. Ex-
tepsive gir and surface searches by both commercial and Coast Guard forces
feiled to lecete edditional bodies or survivers in the davs following the
aecident,

d. A watchman is stationed at Pilottown, in a tower approximarely thirty feet
high, to monitor and respond te VHF radic communicatiens on Channels 9, 13

and 1%. The watchman dees not normally monitor Channel 16: this is done b
the two stations located at South Pass and Southwest Pass. When either of
these two staclens hear a trensmission on Channel 16 intended for the cower,
Ehe watchman is contacted on Channel % and he in turn responds to the call.
Two tranecaivers are located in the tower; ome is a Cristripp one-watr hand
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et used on Chanmel 12 only. The other set is of forty-five watte that is
permally set on Channel 9, the pilot's working frequetcy. Extended conversa-
tionm, if required, is normally carried out between the tower and a shipboard
pilot using Chamnel 9. The ariginal czll is made on Channel 13 and thenm
switched to Channel 9.

e. In addition te radic and lockout duties, the watchman occasiopally legves
tha tower te inform pilets in the station house of the estimated time of
arrival of the wessel to which each is assigned. Prior to the collision the
watchman had lef: the tower to perfors this duty, He was absent from the tower
for approximately six minutes when informed that a collision had taken place.
He raturned te the tower, communicated with a nearby anchored vessel, and
directed the pllotboat JUDGE PEREZ to the locacion of the KEVTRADER's lifebostc.

t. The number of transwissiong heapd over Chasnel 13 is becoming woluminous
for vessels navigating the lower Mississippl River and the Passes. Sometimes
there will be simultanesus transzissions, with a screag signal overriding a
weaker one. Shiphoard personnel es a conseguence may experience difficulty
in deciphering or staying alert to individuzl tremnemigefcns. Turthermore,
there i3 g problem with overly high output of some transmitting statioms.
Vessels in gight of cne another st times cannet communicate because of trans-
missions being received from distant stations. Transmissions originsting as
far away as Mobile, Alabama, are sometimes recelived. Transmissicons originating
from vessels and stations in New Orleans Herbor are commonly heard by wessels
transiting the lower Mississippi River in the vicinity of Pilottouwn.
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FREFACE TO THE COMCLUSIONS

COURSE RECORDER ANALYSES

1. Varicus reports and testimony established the time of collision as being
near L1400 CDET. For the purpose of this report, the lsst entey in the 55 EEY-
TRADER's engineroom bellboock will be accepted as & walid record reflecting

1401 CDET as the actual time of collision, This entry was made afrer the pilot
gave the gorder for full shead as the vessels collided, Also, entries in the

55 BALME enginercor bellbock support the conclusion that the collision occurred
at 1s01,

2. The 55 KEYTRADER course recorder tracimg indicaces sinute &0 es the time
corresponding to the heading of the vessel at moment of collision. In the
case of the 55 BAUNE, the corresponding course recorder time is minute 64.
Using 1401 CDST as the basis for the actual time of collision, it is cencluded
that the course recorder aboard the 55 EEYTRADER was running abouwt one minute
slow, All times shown by the tracing need o be serrected accordinglyv. The
course recorder aboard the 55 BAUNE was running sbeut three minutes fast, and
all times need te be corrected accordingly.

3. An analysis of the course recorder neadings as tabulaced in paragraph 7
below shows that the 55 KEYTRADER from 1337 te 1341 was on headings of 145 to
43, Such hesdings closaly parallel the West Bank of the river immediarely
above Venlee, Louisiana., Between 1343 and 1335, the vessel proceeded on
headings of 130 to 135. These headings closely parallel the West Eank of the
rivey immediately below The Jump. The distance travelled during this lstter
twelve minute period would be sbout 2.4 miles, which approximates the distance
between The Jump and the anchored positien ef the V' TROLL FOREST. At minuce
33, the vessel alterved course, from 132, and steadied on & heading of 126 at
minute 56. At minute 58% the vessel coomenced swinging lef:. Close study of
the course recorder tracinmg at this podnt in time sheows s steady rate of swipg
uncil the vessel reached a heading of 111 at minute 0. The rate then decreasad
slightly as the vessel approached & heading of 106 at minute &1. A% ehis time
the rate of swing increased rapidly until the vessel steadied om a heading of
G98.  About cne=quarter to cne-half minute later the wessel again commenced
swinging rapidly to the left cowards final heading afrer eollisien.

4. From the sbove analysis and other information available to the Board, it

iz concluded that the 55 XEYTRADER was proceeding dowmriver along the West

EBank below The Jump while on heading of 130 e 155. The vessel, afoper passing
btetween the West Bank and the anchored MV TROLL FOREST, altered course fo the
left, steadied on a heading of 126, and proceeded to diagonally cross the river.
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At minute 585, a left swing commenced in respomse te the pilet's command for
twenty degrees left rudder, which was followed by fyll ahead command at minute
5¥i. The vessel continued in this swing, but the rate decreased as the rudder
came amidships and the engine was put full astern. Collision occurred at
minute 61 or a2 heading near 106, and the swing to left abruptly increased.
Shortly thereafter the vessel went aground, steadied momentarily on a heading
of 093, and then began its wide and rapid swing to the lefc before coming to
rest on 8 northerly heading elese to the Ease Bank of the river.

. 4n analysis of the course recorder headings as tabulated inm paragraph 7
below shows that the 35 BAUNE from 1345 eco 135 wes on headings of 329 to

330 degrees gyre. At 1359 the vessel was In & course alteration te the left,
which terminated at minute &0 on a heading of 323. The vessel steadied
momentarily on the 323 heading and then commenced to swing right. By winute
6l the vessel was rapidly swinmging past & heading of approximately 336, &
reeding of the course reccrder tracing st this time interval hecomea diffi-
tult, with respect to precisely correlating headings and time, becadse the
rapidity of the swing was such te preduce a nearly horigzontal tracing., Bw
minute &2 the heading approximated 0L0. By minute 625 the vessel had reached
a heading of 017, and abruptly began a swing to the left. This swing com-
Cinued until the vessel reached a final heading, by course recorder tracing,
of about 3423 at minute &5,

€. From the above anslysis and other information available to the Beard, it
ie concluded that the 55 BAUNE from 1345 to 1358 was on a steady course of

323 to 330 degrees pyre as it approached the 55 KEYTHADER. At 1358 the pilot
directed a course change te the left, and the veszel steadied on a heading

of 323 at minute 60. The purpese of that course change was to keep the vessel
closely parallel to the East Bank. The vessel remained on the 323 heading
for a half minute or so, and then began a rapid swing co the right in re-
spense to cmergency hard right rudder and full astern. Collision occurred
shortly thereafter, at about minuce &1, with the 55 BAUNE on & heading of
approximately 343 degrecs gyro. The vessel continued in & rapid swing to

the right until it reached a heading of 017, at or near the time of grouwnding,
tlose to the East Bank, The vessel then swung, in response to river current,
to the left towsrds final heading after cellision.

7. Various beadings of the 5% KEYTRADER and the 535 BAUNE on the afterncon
of 18 January 1974, as shown by course recorder tracing and englnercom bell-
book from each wessel, are tabulated belew., The headings have been adjusted
to actount for differences indicated in paragraph 2 abeve,



TIME
1320
1321
1322
1323
1324
1325
1326
1327
1324
13249
13306
1331
1332
1133
1334
1333
1336
1337
1338
1339
1340
1341
1342
1343
1354
1345
1346
1347
1345
1348
1350
1351
i3a2
L1353
1354
1355
13156

55 HEEVTIRADER

HEADING
120
130
137
142
147
151
157
154
153
151
152
152
135a
151
152
149
145
145
144
143
143
141
132
131
131
130
130
131
L34
132
13z
135
132
132
132
126

SPEED

Full
Full
Full
Full
Fuil
Half
Half
Half
Slow
Elow
Slow
Elow
Elow
Slow
Blaw
Slow
Slow
Elow
Slow
Slow
Slow
Slow
Slow
Slow
Slow
Half
Half

Faif

Half
Half
Half
Half
Half
Half
Half

Half

THalf

astern
astern
anead
ahead
ahead
ahead
ahead
aheagd
ahear
ahead
aktenad
&head
ahead
ahesad
ahead
ahead
ahead
ahcad
ahead
ahead
aheaad
&head
ahead
ahead
ahear
ahead
ahead
ahead
ahead
ahead
ahead
ahead
ahead
ahead
ahead
ahead
ahead

45

HEADTHG SPEED

329 Full ahead
329 Full ahead
329 Full zhesd
329 Full ahead
126 Fy:1l1 shead
330 Tull ashead
324 Full ashead
328 Full ahead
330 Full anhead
320 Full ahead
3129 Full ahead
329 Full ahead




1357
1358
L358%
1354
135%%
1400
1400+
1401
1402
1408
1403
1504
1405

126
126

122
117
111

106
0ag
030 {App.)

Half
dalf
talf
Full
Full

Full

ahead
ahead

shead
ahead
astern

ahead

L

3130
330
329
327
324
323
138
Oio
017
013
352
342

(App.)
(App.)
(App.)
(App.)
(App.)

Full
Full
Half
Half
Half
Stop
Full

[ A |

1

ahead
ahead
ahead
ahesd

anead

astern



CONCLUSTONS

1. The 55 EEYTRADER and the 55 BAUNE collided st 1401 CDST, on 18 January
1%74, on the lower Mississippl River at approximately Mile 6.2 AMP, near the
Ezst Bank, The direction, mementum and speed of the two vessels after eolli-
sion was such to cause them to ground on Lhe Ezst Bank. The period of time
batween ¢ollision and grounding, based upen course recorder analysis, was in
the crder of 1.7 minutes,

&. The 55 KEYTRADER wmtil =ingte 59% was proceeding 2t half-speed, or
approximately 7.5 knots through the water. The engine was then put full ahead
fer one-half minute, followed by full astern for one minute prior to collision,
A full ahead order was them given, but it is unlikely that the limited response
given to this order was sufficient Eo caouze a significant increase in speed
after collisdon, The master of the 55 XEYTRADER estimated his speed, through
the vater, at moment e¢f collisicn as four knota, Msing that speed and 1.2
minutes as basiz for caleulation, the distance herween peint of collision and
podnt of grounding would have been in the order of 480 feet. This distance
gives support to the testimonv of personnel of the 25 BallE Chat their vessel
wae favoring the East Bank, vhile proceeding upriver past Pilctiown.

b. The Board rejects the tescimony of che pilot of tha 55 EEYTRADEER im
which he indicates that the $5 BAIME made s wide sweeping turn to the right,
from near the middle of the river, befare colliding. Such tescimony is mot
supported by analysis of the course recorder tracing from the 35 BAUNE. The
course change mede by that vessel, in response to 45 degrees hard righe rudder
and emergency full astern, was only abour 24 deprees amd weuid not have brought
the wvessel from mid river to point of collision,

<. There are several causarive factors which warrant ecemsiderztion in ex-
plaining the events which Led to thig collizsion, Five factors predofiizate in
trying to understand how fwo large wvessels, in view of one ancther, could have
collided while being ravigated with experienced pilets abpard. Those factors
relate (1) co the failure of both veasels o proceed at g gpeed commensurska
with the poor vigibility condieions which existed, (2} to lack of communica-—
tion between the two wessels regulting in failure to estsblish a passing
agreement, (3) to the impropriety of the starboard te starboard passing pro-
posed by the 53 KEYTRADER, (4} to the improper actfon faken by the 55 KEYTRADER
when no response to the passing propesal was haard and {5} co the failure of
the 55 BAUNE to maintain a proper lecksut. Those five Tactors, and ochers,
are discussed in the aybparagraphs below.
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a. The Koard concludes that the primary cause of cthe collision was the
action taken by the 55 KIVTRADER in initiating and atrempting a starboard to
starboard passing. The 55 BAUNE while proceeding upriver past Pilottown was
favoring the East Bank, as was custonary for upbound vessels in that arez.
There was time and ample room available for the vessels to have maneuvered
and passed safely port to pore,

b. There is evidence of violation of Arcicle 18, Rule I, aof the Inland
Rules of the Road (33 USC 203 Rule 1), and of Article 25 (33 USC 210, The
55 KEYTRADER wais on a heading of about 128 degrees gyro ab the time a two
whistle passing signal was first blown for the SS BAUNE. That vessel was then
steering a course of 3i% degrees gvro and was about one and one-half points
on the starbeard bow ef che S5 KEYTRADER, The vessels were in s head to head
meating situatfen, in which ease tho starboard to starboard Fassing proposal
was improper. Tt was the duty of essh wvesszel to pass on che poct side of the
other, Furthermore, it was the duty of the 55 EEYTRADER to keep to Ehat gide
of the fairway or mid=channel which ldes nn the starkbosrd side of such wessel.
The decizion to attempt a starbaard to starbeard passing was Iimprudent and
caused the S5 KEYTRADER o be placed on or near eellision couvse with the
5% BAUNE,

c. There is evidemce of wviolacion of Arcicle 18, Rule IIT of the Tnland
Rules of the Read (33 USC 203 Rule I1IT). A major cottributing cause of this
casusity was the faillure of the master and the pilor of the S35 KEYTRADEE to
teke timely and effective zorion when no reply %o the origimel two blast
whistle signal, or response to radis communications, were received frem the
55 BAUNE. The 55 KEYTRADER wae aware of the other vessel's presence and
povenent, and corrective action was required. The twe hlast whistle signal
wat sounded by the 55 KEYTRADER at approximacely 1356, five minutes before the
tollisfon, When the $5 BAUNE did not promptly answer with two similar blasts
or the danger signal, it was the 55 EEYTREADER's duty to stop and immedistelw
sound the dangey signal,

d. A ceneribucing cause wes the failure of the 55 BAUNE and the £8 KEY-
TRADER to establigh bridge-te-bridge radierelephone communicarfons, This
faiflure is not Fully understosd, That the 55 KEYTRADER did succéssfiully communi-
cate passing agreements with other vessels on Channmel 13 indicates chat the
radio vas operational. The pllet on the 55 BAUNE d4id transmit and receive
communications on his porcable radio prior to 1345, Upen the comclusion of his
conversation with the pilathoat CRES=PILOT, the pilet commensod making prepara=
tiens to leave the vessel, The preparations, which ifncluded gecuring his
pertable tadic and placing it in his bag, took place in Che after part of the
vheelhouse., When this portable radic was secured communicatisns were transferred
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to the 55 BAUNE's radictelephone, on Chamnel 13, and the volume control was
pogitioned at s reduced level, Although some conversations or volces were
heard thev might not have heen clearly intelligible hecause of the redyced
volume, Between 1345 snd & minute or so befere eollision, mo radic trans-
migsions wers made by the 58 DAUNE, The pilet attempted to contact the =5
KEYTRADER sheretly before cellisfon, but whether or no® an actual tranemission
went out is not koown, In anv evens, it was not heard abesrd the 53 KEYTRADER,
or by cther wessels in the vicinity. The MAYDAY signal, however, which was
transmitted by the 55 BAINE was heard by several vessels,

€, A contributing facter was the restricced wisibilicy, cauvsed by the low
lying log bank, which abscured visibiliey of targets kelow the level of rhe fog
bank., Although the mascs and superstructures of anchored and approaching ves-
sels were seen for several miles, the condition precluded easy decection of
wovement of vessels either in relation to each other or te terreserigl obkiecks.
The §5 XEYTRADER became aware of the presence of the S5 BAUNE about five minutes
prioy fe collisior, but a: firer was uacertain as te whether the vessel was at
anchor or vnderway. That question was resolved after movement of the 22 HAUNE
was ebserved on radar. Thus, some of the time availgble for escablishing a
Fruper paesage was Ilnitially loat. The low layer of fog, which precluded wigual
slghting of the East Bank, complicared an exact determination of the amount of
toom that would be available betwsen the 55 BAUNE and the East Bank fer the twa
whistle passing proposal. Under such conditions it is concluded that the S5 KEY-
TRADER erred in not redecing speed upon sighting the 55 BAUNE, Furthermore, the
speed of the 55 KEYTRADER was excessive for a vessel approaching the Pilottown
area, where other vessels could be expected to be maneuvering to exchange pilots
or gecting underwvay from anchorage.

f. Aside frem the above comments, which deal with prudent seamanship in the
navigation of one large vessel with respect te ancther during reduced visibilicy,
there is evidence of violation of Article 16 of the Inland Rules of the Read
(33 USC 192). The speed of the 55 KEYTRADER clearly was immoderate for the near
fero visibiliry conditioms which prevatled fn the fop layer mear the river sur-
face. The 55 KEVTRADER was proceeding st half speed, or appromimately 7.5 knots
through the water and 12 knots over the ground. Elmilarily, the speeds of the
55 BAUNE, which were full ahead (10 knsts rhrough the water and 5.5 knots over
the ground) prior te 1358Y% and half ahead (7 knots through the water aand 2,5%
knots ower the ground) between 1358Y% and 1400 were ‘mmoderate.

f- There 1s evidence of viclation of 46 USC 1461{d}. The absence of a

bow lookour on the 53 BAUNE under prevailing conditions of poor wvisibilicy,
particularliy the lew lying fog, precluded timely detection by 4 pérson whose
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sole duty it would be ta sight approaching ebjects., The failure of the
magtér, the pilet and other personnel on the 58 BAUNE to maintain a preper
lockout is inexplicable. Their inattention to this, a primary duty of seamen,
allowed the 55 KEYTRADER to approach within three ship lempths before heing
sighted. Such negligence aboard the 55 BAUNE to detect in s timely manner
@ither the presence or the movemeat of the 55 EFYTRADER vneil im extremis
matarially contributed to the eollision.

k. A contributing cauwse of this casnalty was the decigione of pilots
angd masters Lo get their vessels underway from anchorage and to navigate a
congested area in the condicions of fog and restricted visibilicy as existed
on the afterncon of 1B January 1074,

i, There ieg evidence of viclaticn of Artiele 15 2{a}) of the Inland Rules
of the Road (33 USC 19l), A contributing cause of this caswaloy was the
failure of each vesszel to sound the preseribed fog signals. The fog, although
not considered dense sbowe a height of 30 feec, did preclude cthe detection of
smaller vessels below that height, Had fop gignals keen scunded for the
purpose of avoiding cellision with smsller vessels checured by fog, and had
the 55 KEYTRADER and the 55 BAUNE been nevigated at moderate speeds commensy-—
rate with the low fog layer, it is unlikely thac this colliszion would have
coourred,

3. The effectivenass of Chamnnel 13 VHF (bridge-to-bridge) 25 a means of
communication between vessels meeting and passing 1z diminished by the undis=
ciplined use of this Chennel for ather than navigational information exchange,
And also by the fect that the ships' radios in presemt use vary in pawer
cutpul te sech an extent that the signals far exceed the line of sight limita-
tior needed in actual practice, The rules for the uwse of Channel 13 reagerict
the use of pewer to mot exceed 1 wate except vnder certain limited condicions.
This rule dees not appear to be Followed in actual practice Ly many users

of Channel 13,

4. The high loss of 1ife an the 55 BAUNE was due to the sudden etive lopment
of the stern by the flames of burning gascline as it flowed dowmstresm in the
Strong current, The large rupture of cavge tanks in the 55 KEYTRADER per-
mitted a large quantity of fuel o pass arownd and beewsen the vessels ex-
posing flammables on deck and causing the deckhouses te ignite. The missing
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PEUSONE most probably sought refuge on the stern of the 55 BAUNE when fire
spread through the incerior spaces, and when their retreat was blocked eisher
went overboard Intc the flaming water or perished on rhe stern, The fact thar
no life preservers or victims from the 55 BAUNE were loceced downstream after
the fite would support a conelusion that the mizsing persons were either not
wearing life preservers when they went aver rhe side, or that 1f chey were
wearing life preservers as evidenced hv Fersons on the ncarby vessels hearing
whistles, that the jackers were consumed bBv fire as they drifted devnstream
with the main body of relessed cargo. The missing crewmembers of the S5

BAUKE are presumed dead,

3. The personmel on both vessels were nat raintaining en effective redav

watch and plot to detect the presence of meving vessels, Although the pilats
of both vessels periodizally checked the radar presentation, no marks were

made on the geope, even of doubtfyl vessels, to detect possible movieg targets,
Had such a watch and plot been maintained, the movement of both the ES KEYTRADER
and the 25 BAUNE would have bheen readilv apgarent in tize for these in command
te be properly alerted,

f. The aluminum materials used for the hull of the lifeboats of the 55 BAUNE
and for the cargo tank hatch covers on the 55 KEVTRADER fatled to effectively
withatand expogure to high temperatures of the fire for even 2 short period

af time. Although fn the imastant cese the craw of tEhe 58 BAUNE were able to
lowes the pore lifeboat to the water, the large holes reswlting from melting of
the aluzinum bull made the lifchoat an uaseaworthy pilece of lifesaving equip-
ment, The fact that the crew was ynable to digsengage the forwvard fall was
fortunste and kept the 1ifeboar afleat until the rescue vessels came on Scéne.

T. The successful rescue efferts of the pllotboat JUDGE PEREZ, and crewhoat
BENNIE JOYCE, and the heligopters from Petroleum Foclicopter [ncorporated asnd
Chavren M1 Company which were airborne at the time of the cesualey were
effective in sawing personnel of both vessels and are worlthy of special
reccgnition. The reseue effaorts by these vessels and aircraft wae moTe Tobe-
worthy hecause nf the strong river current and lew lying fop.

8. The suzcessful efforts by the Cozst Cuard On-5Scene~Commander and Coast
Guard units in extinguishing the fires on the &2 BAUME, and in conirclling
and extinguishing the major fire om the tankship BE EEYTRADER, reflects most
favorably on the willingness of such persomnel to undercake = nazardous flre-
{ighting operaction withour proper clothing and other protective eguipment,
such efforts ate worthy of special recognirion.
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%. Although there were ne prearranged POTL disaster contrel plans cowering
such an incident in this aresz ¢f the Mississippi River, the cooperation, co-
ordination and teamwork between governmental agencies and civilian groups
effectively minimized the pellution and hazardeus consequences of this casualty.

10. The weather conditiens with extended periods of poer visibility which
existed prior te this casualty caused many vessels to be anchored azlong the
length of the Mississippi River. In addition, miny vessels arriving at the
seabucy were forced to anchor while awsiting improved visibiliry for entrance
inrto the Passes. The informal agreement between the Associated Braneh Pilets
and the Creascent River Pilots to move traffic 4m cié direction to expedite
clearing the congestion at the entrance to the Kigsisaippl River, although note-
worthy, was only partly effective since all shipping interests including Federal
Filets and Masters were mot informed of the srrangement. The practice of the
pilot’s cower watch, in monitering communications to gain intelligence on ves-
sels which may have been underway in the area ang relaying this to the piloes

2R certain vessels, is aleo noteworthy, These precedurce are in effect & form
of treffic contrvol and traffic agvisory aystem. However, since they are wvolun-
tary and do not cover all vessels, they can ke enly partly effective. A regu-
laced, systematic traffic control and advizery system is needed on the Mississi-
Ppi River, especielly irn view of pilots' decisions to get vessels underway from
anchorage and to navigate in conditions of fog and reduced vieibility, as was
done on the afternoon of 18 January 1974,

1l. The availability of course recorder tracings was of major assistance to
the Board in analyzing and arriving at an understanding of this caswalty. It
1a noted, however, that presently there is no requivement for vessels to be
equipped with course recerder equipment, nor is there a requirement, if so
equipped, that it be used,

lZ. For lack of a permanent recerd, the Beard had to rely upon testimony of
witnesses as Co the number of whistle signals actually blawn br each vessel,

and to the extent and nature of communications transmitted or recelived over
bridge-to-sridge radictelephones, The accurate developzent of such facts would
have been greacly facilirated had there been svailable a recording device, simi-
lar in purpose te that reguired aboard commercial aircraft, te preserve wital
information.

i¥. The rupture of the cargo tanke aboard the 29 KEVTHADER reeulted io
spillage of gasoline into the Mississippl Hiver. Much of the spillage was
consumed by the flames. # portion was dispersed by current sction and by
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evaporation of the carge itself. Water pollution is considered to have been
minimal. Howewer, this is a vielatien of 33 USC 1321 (B)3.

14, There is no evidence that any personnel of the Coast Guard or any other
goverfment agency caused or contributed to this cagualty.

13. There i3 no evidence of any material failure, that caused or contri-
buted to this casualty.
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RECOMMENDATIONS

1. That a harbor advisory and traffic control gvetem bo established to coan-
trol the mevement of vessels transiting the Migsiseippi from the entrancze to
the Passes to and including New Orleans Harbor. The purpese of such a systen
would be in negotiacing the Mississippi River beth during pericds of poor
visdbdlity and during periods when one way traffic contral mey be required.

€. That a copy of this report be forwarded toc the Federal Communicarfons
Commissicn for their information and acticn as deemed appropriate comcerning
the undisciplined and uwnauthorized use of Chasnel 13,

3. That further fnvestigation under the Suspension and Fevacation proceedings
Be inlciared in che case of Oscar F. Woods, Jr., Licensze . riloc of the
25 REYTRADER, concerning his part in this casualty.

4. That further investigarion under the Suspension and Revocation proceedings
te Initiated in the case of William M. Tayler, License ‘I thc vaster of
the 25 KEYTRADER, concerning his part in this casualty.

7. That further investigation uader the Suspension and Revecatian procecdings
be ipitiated in the case of Louis E, Miller, License ‘I -ilot of the s5
BAUNE, concerning his part in this casualty,

&. That further fnvestigation under the administrative penalty procedures be
inltiated against the master of the 55 BAUNE for failure ta saund fop signals
(33 USC 191), for failure ta proceed BC a foderete speed in fog (33 USC 1920,
and for negligence in that he falled tao keep a proper lookout (&6 U5C 1461(d)).

7. That further ipvestigatien under administrative penalty procedures be in-
itisted against the pwners/operators of the $8 KEYTRADER for failure to sound
fog signals (33 USC 191}, for failure *o procéed at a moderate speed in fog
{33 USC 192), for failure to establish & port ta port pessing agreement (33
UEC 203 Rule I), for failure to immediately seund the danger signal and stop
when mo regponse te the two whistle passing signal was heard from the SS BAINE
{33 T©5C 203 Rule ITI), and for failuwre to geep te that side of the fairway or
mid-channel that lies en the starbeard side of the vessel (33 vEc 210,

8. That & recording device similar to that imstalled on commercial aircraft
be réequired on merchant vegssels whick will preserve wital information sybse—
quent to a shipboard aceident.




g, Pending the development and availability of the shave mentioned re=
cording device, that the installation and effeccive use of course recorders
be required aboard merchant vessels operating on the navigable waters of
the United Seates.

10, That the use of aluminum and ather ils which are destroved or
breached after expasure to high tempera - flames be discentinued in

the construction of cargn tank boundari. lifeboats.
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