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M/V CAPETAN LEFTERIS, IMO #: 8309414

February 4, 1999
At Todd Shipyard, Seattle, Washington
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RINIERSHIPIS AdVance Notlce of Entry (ANE)
SAYat Buoy "J” was 3 February 1999 at
1000 hiours. The ship’s ANE stated “Due to
— ba cweather a have damage in ballast TS
;K no. 3 port and in no. 4 cylinder main

~ engine. No any pollution. No any
leakage.”

g_'.‘.._



Ol G RSt . A ,
Interior of #3 Port Wing Tank looking forward.
View of transverse web frame, underside of

deck plating, and deck longitudinals.
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SAWSCG COTP Transit Approval letters

UAtEE ‘February 1999 referredito

ﬂrtmg three'minor: craclés on thg

\J*L)J\J INAlIGCCHRADIc LI diagde

er' atsion the number'three Eoic‘l Rort -

hiatchicoaming/and problems with t

1)Liag ber 4'cylinder in your main diesel

BRgine stemming from severe weather

conditions. I understand that you have

etermmed there is no serious affect on

e integrity of the hull and seaworthiness

= of the vessel.” It later became apparent

- that the Master knew of the extensive

transverse web frame damage on 24
January 1999, but did not relay that

information via the Safety Report to
Ecology or the USCG COTP.




ot side Hold #3 hatch side bracket.



aster stated that dec%%a%gﬁe'rg*
0) ered on 24!5anuary 1999 aiiter ‘

= restrlct further failure of the transverse
web frames. The Master said the repairs
occurred between 24-27 January 1999.



~ First of three port side deck plate fractures
adjacent to Hold #3.
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SalUpon inspection, the #3 hold hatchi

soamingshowedisignificant’damage.

gihEere were numerous hatch coaming

Bracketsion the port side of 73 hold that

war;_ --:g:racked and that had temporary

epaiibraces welded on them. There were

thiree distinct deck fractures of

f_,_j proxmately twelve inches in length and

=1/8 inch wide located above three

- transverse web frames on the main deck
on the port side of #3 hold. The damaged
deck area Is Immediately above #3 Port
Ballast Wing Tank.
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PRlheart bulkhead for #3' Port Ballast:\Wing,

fiank is located atiframe #109'and the

forward bulkhead'is'at frame #144. There

dieisiatransyversepwebifiames between -

thevore and afrt bulkheads of #3 Port

Ballast' Wing Tank. Upon entering the #3

POt Ballast'Wing Tank it was noted that

dilfSiX transverse web frames were

stiucturally damaged. Each of the six

Fames had three distinct areas in common

== where cracking and deformation had

~ occurred. There were numerous plates

— welded across the fractures and breaks in

order to tie them together. Padeyes
connected with turnbuckles were also

attached across fractures and breaks.
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Interlor of##3 Port Wing Tank looking forward:
=\Njew-of transverse web frame, and deck
longitudinal.
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el’s flag was Gfeew-—,
pectlommgs_,wﬁ KW Australia
emper 1998 wne e tWe

g sTWeErernoLted as ollows:
Jrr 'Securing manual not approved by
Flag -te,

2) | =‘ﬂm and' Stability manual not approved
=Dy Iag State.

OJThe Master stated that the last drydocking
Was approximately two years ago.
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S terpR0f 3 Port Wing Tank looking

eIVaRE s VIEW: Of transverse:Wenn
fir@me.
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salnispection of the vessel showed thatioess,
pliseaworthinessy.fithess for's ce
FEesul ted from substantlal structural failure
i m, WebfiamesingSiPortiBallast Wing
jidlik;the port-5|de #3 hatch coammg

lic AGH ets, and the main deck port-side in
‘J'J/ )] #3 hold.

Bas 5d on the information gathered, the
| u imediate cause was as follows:

oS ~ the #3 Port Ballast

= Wing Tank web frames, #3 hatch coaming

brackets, and main deck failed. The latter

two failures likely resulted from the failure

?f the #3 Port Ballast Wing Tank web
rames.



~ Interior of #3 Port Wing Tank looking forward. View
of transverse web frame, underside of deck plating,
and deck longitudinal.
NOTE: Light through deck crack in upper right corner.



'/ athms-alleged by‘the Master: to have
DEETIhe cause of the damage. _hg.reported-—
BEAUIC rt force 10'to)12 conditions [f10=48
1050 knots; f12=64+ knots] on 24 January
IV eEathermaps 1o 24 January 1999
Showial-developing storm™ in the western
Pacific near Lat. 42N, Long. 175E. However,
Windsiplotted from ship reports in the area
shew winds in the range of 15 to 35 knots.
= While force 10 to 12 conditions may have
“*“been encountered by the ship—perhaps
- _during squalls or frontal passage, weather
data does not indicate a prolonged period of
storm or hurricane force conditions near the
estimated position of the ship on 24 January

19909.
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View oftransverse web frame, underside of
deck plating, and deck longitudinals.



Fies were made to'the ship’s classy.
ELZ INE Classiseciety Woullds ot —
SpEcliateras to theicause ofi the observed
seliiEgE aneE Sald It Was et part of thelr job
() rlec'_ imine cause of the damage, but did
Droviels igeneral information regarding
'rrn Ues of hatch coamings. The general
= hformation spoke of the damage from
dynamlc 0ads due to sloshing within holds
~ used for ballast and the damage from
improperly vented ballast holds during
deballasting operations.
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Iﬁf:erior 25 Port Wingl Tlank: lookingrafitie==
VieWie transverse Web; frame. —
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An inquiry.tc
the follow
provi

E r

SIAVES established that prior to the incident the
Master has emptied no. 3 TWT [Top Wing Tank] In
BIEIto Improve strength of the vessel.

BnRlorder for the Master to reach the above decision
=liethadiexamined different loading conditions.
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T:"L'ELT*flJn_fortunater the loading calculation, even though it
- ~examined the global stresses, did not take into
- account the local forces encountered. As a result
stresses were produced due to the pounding of the
ballast water inside cargo hold no. 3 on the sloping

plate of the TST no. 3 which at this time was empty.
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Adc

*The ggj_)ﬂ]'if( s : 1sed the deck platinc
and web frames to crack.

'.

From hese calculations it evident that

‘_/_E 2N TST no. 3 is empty the global

resses are improving (from max S.F.

112% it falls to 97%). Here it must be

- pomted out that the subject calculation

- does not include the "Bulkhead Factor
Correction” which will lower the results
about 15% (80%b).
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=Tnterior.of #3 Port Wing Tank looking forward.-
' View:of transverse web frame, and deck

longitudinals.



33 edbﬁ'e information gatheredjthe

> Sea S 1 owind and 'wave
prow’sf d the force In.combination with
mAJJ prstmotion; tomtiate sioshing'in™

WiElcargo hold and the attendant damage;

J Ina e the Master did not account
for'the localized stresses induced by
Emptying the #3 Port Ballast Wing Tank
=—while the #3 cargo hold contained ballast
= —water that was sloshing;

)

corrective action outlined by the company
Indicates that there were no standing
Instructions In the ballast calculation file
with respect to localized stresses induced
by ballasting configuration.

nder; .mg causes are as folloug-— | —
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*T:erlor of #3 Port Wing Tank Iooklng forward.
SSView ofitransverse web frame, underside of

deck plating, deck longitudinals, and forward
tank bulkhead. -



’ %any outlined the following

corrective action; " e
o _i' -
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SWhenisailing in ballast condition, No. 3 TST
LONIENUIL

SESPECIfic standing instructions In this respect

=torbe given to the vessel and placed in the

= ballast calculation file.

=% All deck officers who will be making loading
- calculations to be briefed on this condition
prior to joining vessel.

o Examine similar situations with other vessels
of the fleet.



Interlor of #3 Port Wlng Tank Iooklng forward.
View-of transverse web frame, and forward tank
bulkhead.
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| . | s@Oimppanmy -
ate poI|C|es and procedures
E_-_dlng ballastingl operations.

ISe
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‘;G::;_Ensure that cargo securing manual
~and trim and stability manual are
approved and up-to-date.
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