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Activities of the Council 
THE Merchant Marine Council has 
approved an amendment to section 
153.21, Emergency Regulations, set
ting forth all the means of escape re
quired on vessels during the present 
emergency. The only change made 
in present regulations is that the re
quirements for means of escape or 
emergency exits heretofore set forth 
in Navigation and Vessel Inspection 
Circular No. 30 are set forth in greater 
detail in this amendment. The 
amendment as approved embodies 
many of the suggestions made by 
panel members of the Council. This 
regulation becomes e1Jective on Oc
tober 1, 1944. Vessels that are certifi
cated for the first time after October 
1, 1944, must be in full compliance 
with the requirements of this amend
ment. Existing vessels, that is, vessels 
certificated on or before October 1, 
1944, are required to have only the 
number of means of escape required 
by t.his amendment. E1Iective prose
cution of the war demanded that at
tainment of the degree of safety 
sought on existing ships by these reg
ulations be accomplished in a manner 
that will cause the least interference 
with the operation of the vessel. Ac
cordingly, although existing vessels 
will not be delayed for noncompli
ance, it is expected that operators will 

seek to bring their vessels into com
pliance In the same spirit which 
prompted this amendment. It was 
realized that the application of the 
regulation to any given ship is open 
to various interpretations by field of
ficers; therefore, the present inspec
tion procedure has been changed in 
this instance to the extent that once 
a vessel has been found to be in com
pliance with the intent of these regu
lations no further requirements under 
this section may be Imposed by an
other District Coast Guard officer un
til the approval of Coast Guard Head
quarters has been obtained. 

Other amenC.:ments to regulations 
were promulgated under Titles 33 and 
46 of the U. S . Code and will be found 
in full in the Appendix. 

The U. S. Coast GJard specifica
tions for approved lifesaving suits 
were amended to permit the use of 
certain balloon cloth in the construc
tion of drawstring channels of neck 
closures. 

The Council also approved the de
sign of a refrigerated tank barge for 
the transportation of liquefied inflam
mable gases in bulk and recommended 
issuance of a waiver of regulations 
necessary to permit construction. 
The design employs mechanical re
frigeration and other compensating 
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features as a substitute for a part of 
the structural strength and thickness 
or the shells of the cargo tank re
quired by Section 38.1-1 (b), Sub
chapter D. The cargo tanks are in
sulated, and refrigeration will keep 
the liquid cargo temperature down to 
45 degress Fahrenheit, at which tem
perature the vapor pressure is ap
proximately 70 psi gauge. The cargo 
tanks are designed for 100 psi. The 
approval is limited to a single experi
mental unit consisting of one tow not 
exceeding four barges. 

The Chairman has appointed a 
technical committee which Is making 
a study of the various types of life 
rafts and is testing various life rafts 
and buoyant fillers to determine com
bustibility. The approval of "styro
foam,'' an expanded polystyrene plas
tic, as a filler for buoyant apparatus, 
llfe tioats, and life rafts, bas been 
temporarily suspended, pending fur
ther tests for combustibility. Infor
mation was obtained that it was de
sirable to supplement the previous 
tests. 

Routine ·action was taken by the 
Council recommending approval of 
equipment submitted to the Com
mandant pursuant to Coast Guard 
regulations. 

NOTICE OF PUBLIC 
HEARING 

Enemy action casualties resUlting 
from the present war at sea caused 
the Coast Guard to develop and re
quire the use of an improved raft in 
order to increase as much as possible 
the chances of survival of merchant 
seamen serving upon United States 
merchant vessels operating in thea
tres of war all over the world. These 
improved rafts have not been In serv
Ice for a sufficient period of time or 
in adequate numbers to enable a de
termination of the relative merits of 
the various types to be made upon the 
basis of actual experience. There
fore, it is the desire of the Command
ant to give all Interested persons an 
opportunity to express to the Coast 
Guard their opinions on the relative 
merits of the types of Improved rafts. 
Accordingly, the Commandant has 
directed the Chairman to call a gen
eral session of the Council for the 
purpose of holding a public hearing 
to Inquire into the general suitability, 
deficiencies, and desirable character
Istics of improved life rafts for the 
purposes Intended. The chairman 
will announce the time and place of 
this public bearing at an early date. 
Notice of the hearing will be pub
lished in the Federal Register. Panel 
members will be advised by letter. 

Commandant Addresses 

Congressional CommiHee 
VICE ADMIRAL Russell R. Waesche 
spoke on May 12, 1944, before the Sen
ate Committee of Congress on Post
War Policies, the particUlar Issue be
fore which was the consolidation of 
the Nation's armed forces Into a single 
department. Ad m 1 r a 1 Waesche's 
statement, however, was concerned 
not with the relative merits of a single 

· military department, but with an out
line of the peacetime duties of the 
Coast Guard, how these are extended 
and adjusted in time of war when the 
Coast Guard serves as a specialized 
arm of the Navy, and with an esti
mate of the scope of Its duties after 
the war. 

In his discussion of the Coast 
Guard's responsibility for safety at 
sea, particUlarly of its marine Inspec
tion duties, Admiral Waesche stated, 
"I shoUld like also to point out In pass
Ing that the Coast Guard's maritime 
safety responsibilities are the resUlt 
of two significant trends in the de
velopment of Federal activities relat
Ing to maritime safety. First, there 
has been a growing acceptance of 
Federal responsibility for the protec
tion of ll.fe and property at sea. The 
second trend bas been the develop
ment of a comprehensive maritime 
safety program through the consoli
dation of safety activities under a 
single Federal agency. This consoli
dation was e1fected through the trans
fer to the Coast Guard of the func
tions of three other agencies. The 
first of these consolidations came In 
1915, when Congress combined the 
Revenue Cutter Service and the Life
saving Service to create the United 
States Coast Guard. The second step 
was the transfer of the functions of 
the Bureau of Lighthouses to the 
Coast Guard in 1939. The most re
cent consolidation was the 1942 trans
fer to the Coast Guard of the marine 
Inspection functions formerly admin
Istered by the Bureau of Marine In
spection and Navigation of the De
partment of Commerce. As a resUlt 
of these consolidations the Coast 
Guard is now recognized as the prin
cipal maritime safety agency of the 
Federal Government, with a wide va
riety of service and regUlatory activi
ties relating to the safeguarding of 
life and property at sea. 

"Because of the vital role played 
by the merchant marine in the war 
e1fort, the administration of marine 
Inspection functions 1s one of the 
Coast Gua.rd's most Important war
time duties. The unprecedented ex
pansion In the construction of mer-

chant vessels, together wlt}l the need 
for adjusting Inspection regulations 
to meet wartime operating conditions, 
bas required a considerable expansion 
of the merchant marine forces. An 
intensive program of drills and in
struction to familiarize merchant sea
men with firefighting, lifesaving, and 
safety equipment and its operation has 
been carried on by the Coast Guard in 
all major ports. Marine casualties, 
whether due to enemy action or other 
causes, have been carefUlly Investi
gated as a basis for developing safety 
improvements in vessels and their 
equipment that will provide greater 
protection to the American Merchant 
Marine." 

In speaking of the post-war plans 
of the Service, Admiral Waescbe said, 
in part, "This problem of the proper 
location of the Coast Guard within 
the administrative structure bas al
ready received the carefUl consider
ation of the Congress and the Chief 
Executive on several occasions. The 
arrangement resUlting from these de
liberations seems to me to be the best 
practicable answer to the problem. 
Under this arrangement, the Coast 
Guard is located in normal times with
In the civil establishment. This in
sures that Its civil objectives will re
ceive primary emphasis 1n time of 
peace, and that its personnel and fa
cilities will be developed and utilized 
In the light of its peacetime program. 
Furthermore, this civil control in nor
mal times provides assurance to the 
maritime Industry, with whose oper
ations the Coast· Guard Is prlmarlly 
concerned, that the Coast Guard's 
service and regulatory activities will 
not be administered from a mllitary 
point of view. 

" ... The tremendous wartime ex
pansion of our merchant fleet 1s bound 
to have Important postwar Implica
tions. Not only will we have a larger 
merchant fieet than ever before in our 
history, but new technical develop
ments In communications and navi
gation equipment will require signifi
cant modifications of safety regUla
tions, as well as corresponding ad
justments 1n the Coast Guard's aids
to-navigation facilities. Likewise the 
anticipated expansion of trans
oceanic aviation after the war will add 
to the Coast Guard's responsibilities 
for air-sea rescue services. Further
more, there will be an urgent need for 
the development and extension of in
ternational collaboration on maritime 
safety matters. As the principal mar
itime safety agency of the Federal 
Government, the Coast Guard 1s the 
logical representative of the United 
States In any such development." 
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The Bombay Disaster 
SAFETY IN TRANSPORTATION OF EXPLOSIVES 

ON 14 April, 1944, about 4:00 in the 
afternoon a partially unloaded vessel 
with a considerable amount of mili
tary ammunition, high explosives, cot
ton, and other general cargo on board, 
blew up in Bombay Harbor. 

The subsequent results represent a 
casualty comparable only to that 
which occurred at Halifax during the 
last war. At the time of writing, an 
official Investigation is underway. 
Such Information as is now at hand Is 
fragmentary but sufficient to reach 
some conclusions, subject to correc
tion when official results of the inves
tigation are received. 

I t appears that the unloading or the 
cargo of this vessel was proceeding un
der the conditions peculiar to the war 
times and the necessities of the place 
and conditions surrounding. At 1:30 
p. m. the longshoremen returned to 
work after having lunch. At about 
2:00 p. m. white smoke was observed 

rising from one of the lower forward 
holds of the vessel. In some five to 
ten minutes fire engines that were 
summoned arrived and efforts were 
underway to control the fire. At 3:55 
"Abandon ship" order was given and 
12 minutes later the vessel blew up, 
followed 30 minutes thereafter by a 
second explosion, which apparently 
occurred in the aft part of the vessel. 

The two explosions drove missiles 
of various kinds over a very wide area 
and threw burning cotton, blazing 
timbers <from ship's cargo> and white 
hot fragments of metal into the same 
:lreas, setting fire to buildings that 
were hit. These areas included ware
houses, pier sheds, administrative or
flee buildings, the custom house, and 
a portion of the poorer residential 
areas of Bombay. Warehouses con
taining highly combustible stores 
added materially to the fire. In the 
wet basin, within an area or approxi-

mately 1,000' by 1,000', were 11 other 
vessels. or these vessels, one had its 
stern completely blown off, one was 
destroyed by the blast and sunk, and 
the others were rather completely 
burnt out by the fire following the ex
plosion. In the dock next to where 
the explosion occurred there were 
eight other vessels moored. This dock 
is separated from the dock where the 
explosion occurred by a quay about 
400' across. Of these eight vessels in 
the second dock, two were rather 
completely burnt out, another had its 
upper works burnt off, another had a 
bad fire in the stern portion, two were 
undamaged, and two others believed 
to be undamaged. 

Reports vary as to the number or 
lives lost and the number of persons 
injured. Some Information alleges 
200 lives lost. other Information 400, 
and still others set it much higher. 
Information regarding the number or 
persons sustaining injuries also varies 
from hundreds to several thousands. 
The loss of cargo vital to the prosecu
tion of the war, the loss of the vital 
dock facilities, warehouses, and the 
private property lost outside the port 

Bombay Harbor showing destruction of ships and docks. Burned cotton boles ore a float. 
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Burned out vessels stand ing after the explosion a nd fire at Bombay Ha rbor. 

area are Impossible of reasonable esti
mate. Suffice to say, it will be exten
sively harmful to the war effort. 

The regulations of the United StatEs 
Coast Guard require a permlt to be 
obtained by every vessel loading or 
unloading explosives and certain piers 
or areas are designated for this pur
pose. Vessels having these highly 
dangerous cargoes on board are not 
permitted to enter congested areas 
In our ports. Vessels that have such 
dangerous cargoes on board are not 
permitted to become Immobile. I t is 
required that the vessel be ready to 
move, that a sufficient number of the 
crew to constitute a standby watch 
be on board and on duty. If for any 
reason the ship must be immobile, it 
Is required that tugs stand by dUl'
lng that period. Personnel engaged 
In handling and stowing this danger
ous cargo of explosives or ammuni
tion are required to have an explosive 
handling permit Issued by the Captain 
of the Port. Before secw·ing this per
mit, the applicant Is checked as to 
his qualifications !or this task, and 
also for subversive tendencies. No 
unauthorized persons are permitted 
to be in the hold of a vessel taking 
on or discharging cargoes of explo
sives. Certain other prescriptions are 
laid down to safeguard the actual 
handling of the explosives. Regard
less of the functions performed by 
the military personnel in supervising 
the loading or unloading of explosives, 
these functions do not relieve the 
masters of the vessels from the re
sponsibility of providing secui·ity for 
lhel r vessels. 

I t has been the experience of the 
Coast Gua1·d that one of the most ef-

fectlve functions which It undertakes 
in providing for the security of vessels 
and our ports is its fire prevention and 
firetlghting activity. When a vessel 
applies for a permit to load explosives, 
it Is Inspected. All potential fire haz
ards are eliminated or safeguarded 
before the vessel may proceed to an 
explosives loading terminal. During 
the time the vessel Is at the terminal, 
constant Inspections are made to In
sure, as far as is humanly possible, 
that no tire hazards exist. T he ves
sel's tlrefl.ghting equlpment is checked 
and so placed as to be instantaneously 
available In usable condition while 
dangerous cargo Is being handled on 
board. This includes operation of the 
fire pumps on the vessel Itself. If a 
vessel Is at an explosives loading pier, 
land lines are run out prepared for· 
instant use. I t Is customary also to 
moor one of the Coast Guard fireboats 
alongside the vessel or the pier while 
the operation Is underway. In some 
areas, especially where the pier water 
supply may be inadequate or of low 
pressw·e, the Coast Guard provides 
mobile pumper units manned by men 
trained in firefighting on board ves
sels. To handle oil fires, foam and 
fog nozzles are provided by the Coast 
Guard and ready for Instant use. All 
of this equipment is modern and up
to-the-minute, and Is manned by 
trained personnel of the Coast Guard. 
To complete the fire extinguishing 
planning, the security officials and the 
chiefs of the fire departments of the 
adjacent communities are taken Into 
the confidence of the Army, Navy, and 
the Coast Guard , with reference to 
the work being carried out which Is 
so necessary to the war effort. The 

local fire departments appreciate the 
constant supervision of the Coast 
Guard and the presence of Its fire
fighting equipment in the area. 

I t is the responsibility of the vessel 
operators, masters of vessels, pier 
owners, stevedores, longshoremen, and 
personnel of the Army, Navy, and 
Coast Guard to see that there never 
is a casualty similar to this Bombay 
disaster allowed to occur In any of 
our ports. This can best be accom
plished by everyone remaining alert, 
observing the regulations, cooperating 
with each other, and keeping his own 
house in order. 

The existing regulations governing 
the handling, stowage, and transpor
tation of explosives and ammunition 
are not restrictive or onerous. They 
are not the brain child of a theorist. 
They represent the learning of many 
men and the experiences of many cas
ualties. Prior to promulgation, they 
were passed upon and agreed to by a 
group of qualified and experienced 
men drawn from the Ordnance De
pai·tments of the Army and Navy, the 
Transportation Corps of the Army and 
Navy, the 40 years experience of the 
heads of the Bureau of Explosives, the 
experiences of the promulgating 
agency, the U. s. Coast Guard, the 
vessel underwriters, and vessel oper
ators of thls country. 

The regulations have the authority 
of Jaw. To protect your own life and 
limb, observe them. That policy can 
be a contribution on yow· part to pre
serving the safety of vessels and our 
vital port facilities, and thereby rep
resent a major contribution by you to 
the early and successful conclusion of 
the war. 
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THIS is the title of an article by Lt. 
Comdr. William C. Chambliss, U. S. 
N. R., which appeared in the United 
State$ Naval I nstitute Proceedings for 
JUly 1943. It has since been exten
sively reprinted for the information 
of naval personnel. Much of the ma
terial in the article applies to special 
situations which would exist only on 
naval vessels, but some of the points 
which he brings out and the lessons he 
learned by experience are equally ap
plicable and valuable to the personnel 
of merchant vesselS. Excerpts of 
these are quoted below. 

"Numerous and lucid are the au
thoritative texts on the more desir
able phases of life at sea. But there 
is a sa.d dearth of information on 
what the prospective survivor as an 
lndiviaual should do In order to fur
ther his chances of attaining that 
status. Yet the grim fact that in 
every well-regUlated war some ships 
are bound to be sunk compels the ad
mission that the subject merits serious 
consideration. 

"It is not being unduly timorous or 
pessimistic to prepare ahead of time 
for such a misadventure. Indeed, 
self-salvation is a positive duty. 

"Probably the first step, both In 
chronology and In importance, to 
prepare oneself against the necessity 
of taking to the deep and briny, is to 
learn the ship thoroughly. Even In 
such a relatively small community as 
a war vessel, the paths of travel from 
bunk to mess to duty station tend to 
take routine patterns along the short
est usually traveled routes. The 
larger the ship, the more likely is the 
individual to miss knowing alternative 
routes to various parts of the vessel. 

"The problem of what to wear is 
usually settled by circumstances-you 
wear what you have on at the time, 
unless you are involved in one of those 
leisurely shipleavings which admit of 
a choice of apparel. Such are not the 
rule. However, if you happen to be 
torpedoed while partially disrobed, by 
all means try to grab a shirt and pair 
of trousers on your way out. Clothes 
have several advantages. They'll 
spare you much barked hide while 
you're going over, whether you go down 
a rope, climb along a canted hull, or 
follow the more decorous procedure 
of getting Into a bbat. 

"Of prime importance are gloves. 
You may have to tear away debris, 
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climb over jagged or hot wreckage, 
or take to a rope. One cannot afford 
injury to the hands, principal tools of 
salvation. A pair of light leather 
gloves, habitually carried In the hip 
pocket of one's trousers when not be
ing worn, will prove worth more than 
their weight in gold in abandoning 
ship. 

"Very useful is a knife. Handy, too, 
is a fiashlight of the pencil type. It 
is easily carried in a shirt or blouse 
pocket, and can solve some pressing 
problems. You may, for example, be 
below decks when disaster overtakes 
the ship. Almost Invariably the lights 
go out. Travel with the aid of a 
fiashllght Is much easier, in such cir
cumstances, than doing it by the 
touch system. 

"Of course, to be effective when 
you're in the water, the fiashlight must 
be kept dry. Many methods have been 
devised for accomplishing that end. 
The most successful this reporter has 
seen is to enclose the fiashlight in a 
rubber sheath, securely closing the 
open end with a rubber band or by 
tying a knot; a bit inelegant, but 
elegance bas no place in abandoning 
ship. The rig is sufilclently translu
cent to permit radiation of an easily 
seen beam ot Ught. 

"Now, for getting over the side. 
Don't ;ump, unless there's no alte.rna
tive. A leap from any appreciable 
height is an invitation to a broken 
neck or to getting yourself knocked 
out by the slap of the life belt against 
your jaw. Further, you cannot be 
certain that just below the surface 
there isn't some obstruction, such as 
a projecting hUll fitting, which may 
end right there your efforts to reach 
safety. 

"First choice is a fire hose, If there's 
one rigged which reaches close to the 
surface. Because of its "squeezabil
ity," the hose offers a surer grip than 
does a rope. But, if you use a hose, 
look out for that nozzle at the end. 
Don't let it sneak up on you unawares 
during your downward progress. It 
can be very painfUl. Lacking a hose, 
you will have to take a rope. First, 
be certain it has been belayed! 

"Once on the rope or hose, remem
ber the cardinal rule: Don't slide. Go 
down hand-over-han:d. If you slide, 
you may not be able to stop. And, 
if you have not provided yourself with 
a pair of stout gloves, your efforts to 
stop will result in reducing your hands 
to a pulpy, seared mass. Be always 
alert for any tendency to slide unin
tentionally <ropes become slippery 
from water, oil, and blood), and snub 
up promptly before the slide develops. 

There's good use, on a hose or rope, 
for the old station-keeping axiom, 
'Remember the next astern.' Only in 
this instance, it's for your benefit, 
not his. The next man on The rope 
after you may elect to slide. In that 
case, be well braced, and have your 
bead out of the way so that you take 
the shock on your shoulders. 

"Arriving at the end of the line, 
ease yourself into the water. Don't 
jump. Under stress of abandoning 
ship, with familiar marks dislocated 
by rolllng or listing, it is all too easy 
to misjudge the distance to the water. 
Try not to Jet go until your feet are 
immersed. Then get under way 
smartly on the previously determined 
course, putting as much distance as 
possible between yourself and the ship 
with an initial speed run. You want 
to get well clear <a couple of hundred 
yards) as soon as you can. 

"It is near the ship that the almost 
inevitable leaking fuel oil is thickest, 
with consequent danger of fire on the 
-water. One way to determine that 
you are beyond this latter peril is to 
look at the oil in the water. If it is 

, broken up in small, isolated globules 
instead of forming an unbroken sheet, 
you are reasonably safe from fire. 

"Should your ship be in company 
with others at the time of its de
struction, you probably will be picked 
up in 3 or 4 hours, provided you have 
adopted a common-sense course of 
preparation to favor that happy de
nouement. Once aboard the rescu
ing vessel, try not to make a damned 
nuisance of yourself. If you have suf
fered some slight hurt <a bit of rope 
burn, a small cut) , get hold of a first
aid kit and fix yourself up temporarlly. 
The ship's medical people wlll be busy 
aiding your more seriously injured 
shipmates. If you are picked up by a 
destroyer or similarly small vessel, get 
below decks right away. Sure, you'd 
like to stay topside, and see what's 
going on. But a destroyer that has 
taken aboard 600 or 700 survivors 
<and individual tin cans have rescued 
that many) is in a precarious state 
of balance. People staying topside 
may well cause the ship to turn over. 

"There is a large element of that 
imponderable factor called luck in 
surviving the destruction of one's ship. 
But luck, alone, cannot be counted 
upon to effect your salvation. When 
the time comes, you're going to have to 
think your way out. And the more 
thinking you've done ahead of time, 
the more likely you are to be in a po
sition to tell your grandchildren a 
highly embellished account of what 
happened." 



Safety Aboard Ship 
By L. E. Mitchison, Sofety Engineer, Am erican Oil Company 

THINK that in considering the 
question of safety aboard ship the 
tlrst thought should be or that buga
boo o! all seamen, the cry of "Fire!" 
The problem of preventing and con
trolling fire aboard ship has received 
the earnest attention and best efforts 
of some of the nation's most brlliant 
ftre fighting and fire prevention 
engineers. 

When fire occurs at sea, it is not 
possible to run to the next street cor
ner and turn in an alarm that will 
bring the nearest fire company "on 
the double." And so each ship must 
have its own complete fire fighting 
equipment and trained personnel to 
handle it. The master who puts out 
to sea without both is more than 
foolish. 

Fortunately, most seagoing vessels 
are fairly well supplied with fire 
pumps, hose, and other fire fighting 
equipment. It is a sad fact that many 
masters fall to properly train their 
crews in fire fighting and the use or 
their particular ship's equipment. 

Each man of the ship's crew should 
be assigned some defini te duty in the 
event of fire, and drills should be held 
at sea at regular intervals. I t is far 
too late to train a crew after fire actu
ally breaks out. Regular drills, with 
no advance notice. in some cases, to 
advise the crew that the alarm is a 
practice drill and not the real thing 
will pay real dividends when or if fire 
really occurs. 

In addi tion to fire drills, occasional 
classes in the basic causes of fire, 
what fire is, what is necessary for its 
extinguishment, the various extin
guishment agents and how they work, 
should be held for the education of 
the crew, along the following lines. 

TILe Basic Elements of Fire. What 
Is fire? It is the result of rapid oxi
dation, resulting in combustion or 
burning; in other words, fire or flame. 

In order to have fire we must have 
a combination of three essentials, 
namely, fuel, heat, oxygen. In the 
absence of any one of these three 
things fire cannot exist. 

Fire Extinguishment. To extin
guish fire, we must do one of three 
things: 

1. Remove the fuel , which is sel
dom possible since it may be part of 
the ship's structure or tightly packed 
cargo that is burning. 

2. Lower the temperature of the 
burning material below the ignition 
point. 

3. Cut off the supply or air or oxy
gen to the fire. 

first, removal of the fuel, is seldom 
possible, all modern fire fighting is 
based on one or the other of the 
remaining two. 

Water Is applied to a fire for the 
purpose of lowering the temperature 
to below the ignition point. 

"Carbon-dioxide" displaces the 
oxygen in the air around the fire and 
it literally "smothers to death" for 
want of air or oxygen 

"Chemical Foam" covers the burn
ing material with a blanket of foam 
bubbles filled with carbon dioxide 
which acts as a blanket to cut off the 
ai r from the fire. Again we have a 
"smothering" effect. 

The small portable "Soda and Acid" 
extinguisher contains water, bicar
bonate or soda, and sulphuric acid. 
When the extinguish er Is turned 
"bottom side up" to operate it, the 
acid mixes with the bicarbonate solu
tion and gen erates pressure to expel 
the contents. The extinguishing ef
fect is exactly that of plain water, that 
is, to lower the temperature; the acid 
and bicarbonate generate pressure 
only. There are other extinguishing 
agents, such as "Dry Powder," "Car
bon Tetrachloride," etc., but these 
are seldom part of a ship's fire fight
ing equipment. 
Fire Extinguishment Agents 

WATER. The usual method of ap
plying water to fire aboard ship is 
with the fire hose and nozzle or play 

pipe. This is about the best method 
of fighting deck fires or other fires 
where the destructive force of the 
stream can do little or no damage. 

In the ship's interior, that Is, salons, 
staterooms, cabins, and sometimes in 
the holds, depending on the ~pe of 
cargo, the rending, tearing effect of a 
high pressure water hose can some
times do as much damage as might 
have been done by the fire ltsell. For 
applying water streams where high 
pressure solid streams might do dam
age, one of the adjustable "fog" noz
zles should be used. One nozzle, 
manufactured by the American La 
France Company, is so made that it 
will proJect a solid stream, a coarse 
spray, or a fine mist, simply by a twist 
or the nozzle. 

The solid stream, aside f rom its de
structive force, concentrates on a 
small area, when it might be far bet
ter to use a spray which covers a wide 
area and wets down without tearing 
things apart. Using a fog nozzle, a fire 
fighter can throw up a wall or water 
vapor ahead of him that will permit 
him to get In close to the fire without 
suffering from reflected heat. And a 
few of these nozzles introduced Into a 
burning hold through the hatch can 
cover a t remendous area of fire. 
. Since these adjustable nozzles can 
be used either for a solid stream or 
spray or fog, they are far preferable 
for shipboard fighting to the standard 
solid stream nozzle. 

CARBON DIOXIDE. Of all fire ex
tinguishing agents for shipboard, the 
carbon dioxlde, or co,, is cleanest, 
quickest, and most efficient for en
closed areas, such as holds, engine 

I! any one of these three things is 
done the fire will go out. Since the IO!:NTI FICATION, PLEASE-Coa st Guard 's Port Security De tail ins pecting identlflcation card. 
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rooms, pump rooms, etc. Where CO, 
can be brought Into play, particularly 
In confined spaces, Its work is all but 
magical. The fire just disappears, and 
there is no water damage and no mess 
to be cleaned up afterward.s. 

Ships' installations for co, usu ally 
consist of a battery or several batteries 
of cyllnders, filled with liquid CO, 
under a preSsure of about 600 pounds 
at 70° F. Fl·om these cylinders a piP
Ing system runs to the parts of the 
shlp to be protected, with projectors 
or "horns" installed around the bulk
heads and at other points to disperse 
the "gas." In the cylinders the CO, 
Is liquid, but becomes a gas as· it leaves 
the projectors or "horns." 

In addition to the above Installation 
of cylinders and piping, there are 
alarm systems, ranging from a fire 
gong or siren operated by the heat of 
fire, up to the more elaborate "rich 
cabinet" which looks like a juke box 
and is generally installed in the 
master's cabin. This cabinet con 
stantly draws samples of air f rom 
the various holds, and the instant 
there is a trace of smoke in any air 
sample, it sounds an alarm and indi
cates the location of the fire. Pull
ing a lever or opening a valve on the 
piping system to the location of the 
fire immediately floods that at·ea with 
CO, gas and the fire is smothered. 
These installations are somewhat 
costly, but more than justify the 
expense. 

FOAM. Foam il': usually used as a 
fire extinguishing agent on tankers 
carrying gasoline or other petroleum 
products. I t Is applied with a bose 
and nozzle much the same as is water. 

The foam is generated by mixing 
two chemicals, bicarbonate of soda 
and aluminum sulfate, with water by 
means of a foam generator. The two 
chemicals are stored in cans usually 
or 50 pounds each, the aluminum sul
fate cans being marked "A" powder 
and the bicarbonate of soda cans 
marked "B" powder. The generator 
is connected into the fire hose li.ne at 
a safe distance from the fire. The 
water Is turned on and the buckets of 
"A" and "B" powdex· are dumped into 
the hoppers of the generator. The 
two powders mix with the water as It 
passes th.rough the generator and are 
converted into a thick foam which, 
when applied to a petroleum fire, 
spreads a blanket or tough foam bub
bles and cuts off the ail· from the 
burning liquid, thus starving the fire. 

The above descriptions of the vari
ous elements of fire, fire extinguishing 
agents, and methods of application 
are, of course, brief, but if all crews 
or ships were schooled In the causes 
of fire, and properly Instructed in 
what to do and wh71 they do it, many 
ships that might otherwise be lost at 
sea due to internal tires, would come 
back to port to sail again. 

120 

Auxiliary Patrol 
THE Coast Guard Auxiliary, organ
ized 2 years before Pearl Harbor, has 
enrolled 50,000 members, of whom 30,-
000 are members of the Temporary 
Reserve. Among the several purposes 
for which the Auxiliary was formed 
was the provision that it should "fa
cilitate the operations of the Coast 
Guard." Shortly after war was de
clared, Auxiliarlsts. who, like the 
Coast Guard itself, were primarily in
terested in the use of boats to patrol 
and protect our shore Jines, volun
teered to use their own vessels and to 
Invest their own time In coastal patrol. 
In the Third Naval District alone 
some 600 privately owned craft were 
employed in this capacity. 

As the war progressed, the need for 
so extensive a patrol of coastal waters 
has been lessened. There was less 
danger from submarines operating in 
our coastwise shipping Janes and less 
likelihood of saboteurs being landed 
on our shores. However, it is still con
sidered necessary to maintain patrols 
and tower lookouts and to be on guard 
against the activities of saboteurs al
ready within our borders. · So the em
phasis of the Auxiliary's contribution 
to facilitating the operations of the 
Coast Guard has changed. The duties 
now most essential Include border and 
Inlet patrol, emergency stand-by duty 
with vessels, watch tower duty, beach 
patrol, the patrol of docks and storage 
ln.>tallations, and administrative 
work. In all the:;e fields thousands 
of Auxiliarists are doing their weekly 
trick of 12 hours. 

Much of this duty Is routine and 
does not provide the element of excit
Ing participation which the Auxiliary 
shared earlier. It is the more credible, 
therefore, that they have been so very 
faithful in carrying out their new duty 
assignments. Thousands of Auxiliar
lsts enrolled in the Temporary Re
serve take pride and credit in know
Ing that now and then their vigUance 
Is visibly rewarded, that tires are pre
vented, and that assistance is ren
dered. A few individual instances 
which demonstrate the service of the 
Auxiliary are narrated here. 

A Coast Guard Auxlllary vessel on 
patrol duty last J uly discovered a blaz
Ing mattress drifting toward one of 
the large piers in an Important At
lantic seaport. The vessel went to the 
scene immediately, but by the time it 
reached the mattress, it bad drifted 
under the pier. The pilings of the pier 
were creosoted and would have ignited 
easily were it not for the quick action 
of the Auxiliary crew. The fire was 
Immediately extinguished, and no 

damage was done. Investigation 
failed to reveal any explanation for 
the floating fire trap. 

In another instance, an Auxlllarist, 
a civlllan emplayee of a contracting 
company, while working on a Naval 
Operating Base contract job, pre
vented the sinking or a Coast Guard 
patrol boat. The vessel had been 
rammed and was going down rapidly 
when the Auxlliarist took charge of 
the salvage outfit and managed, 
through the use of hydraulic pumps, 
to raise the nearly sunken craft and 
prevent severe damage. He worked 
untiringly over a period of 8 hours. 
A large quantity of gasoline covered 
the water, and had it not been for the 
rescue squad under the cautious com
mand of the Auxillarist, a waterfront 
catastrophe might have occurred. 

Some time ago a patrol boat manned 
by three Auxiliarists gave the exact 
location of an upheaval in a bay, 
which was thought to be the result 
of the explosion of a shell from a 
nearby firing range. Later the Tem
porary Reserve was asked to render 
assistance in that area to the Army 
Air Corps in recovering a plane and 
the body of its pilot. An Auxiliary 
crew and six men rigged a cable 300 
feet in length, strung at close intervals 
with heavy sheet metal to which sharp 
hooks were attached, secured between 
two boats, for the purpose of sweeping 
the bottom. The material was fur
nished by a member of the flotilla. 
In the vicinity of the upheaval noticed 
earlier, four Auxiliary vessels dragged 
the sea for approximately 12 hours de
spite heavy weathex· and succeeded in 
locating an object that could not bP 
moved with the combined power of all 
four boats. Extreme high winds for 
2 days prevented further search, but 
the location was well marked, and the 
search was continued later. The ob
ject was again located, and the crew 
was successful in bringing to the sur
face parts of the plane as well as the 
aviator's body, and recovered all nec
essary identification data. 

Early in May 1943 two Auxili.arists 
received a call that a Navy patrol 
plane had caught fire and was forced 
to land In rough water a short distance 
offshore, but a considerable distance 
from the patrol base. The position 
given by radio call was found to be 
untrue, varying several miles from the 
correct location. The patrol, there
fore, searched the bay until the plane 
was located. Moving In close to the 
burning plane, the A u x I I i a r i s 
pumped water over the motors and 
fuselage, picked up several survivors, 
and with complete disregard for their 



personal safety boarded the plane and 
extinguished the flames Inside the 
cabin. 

When two tankers colllded a few 
mohths ago, five AuxUiary vessels 
arrived at the scene of the accident 
within 45 minutes. The Captain of 
the Port, aboard one of the vessels, 
took charge of operations. Auxilia
rlsts assisted in picking up the 29 
survivors and carrying them to the 
nearest hospital for medical attention. 
These vessels continued on duty 
throughout the night searching for 
survivors and bodies. After fireboats 
had arrived and the fi res were under 
control, Temporary Reserve officers 
were selected among others to board 
the vessels and assist in the recovery 
of 21 additional bodies while the ves
sels were still partially afire. 

During the last week of October, a 
howling northeaster smashed its fury 
against the shores of the North Atlan
tic coast. Particular havoc resulted 
along New Jersey's "storm coast" 
where beaches were shifted, sea walls 
crumbled. homes were carried away, 
roads were washed out, and vessels 
broke and dragged their moorings. 
The Coast Guard immediately as
sumed Its usual task of rescue, aid, 
and salvage. In the midst of the 
storm a number of strandings oc
curred, among which was a large 
freighter blown onto the beach at Bel 
Mar. The Section Coast Guard Officer 
for northern New Jersey, at whose 
stations Auxiliarists enrolled in the 
Reserve were servtng, requested the 
Jersey Shore Division of the Auxiliary 
to mobilize. The Division Captain re
sponded to the call at once and eight 
ftot'llas reported for du~y. The un
usual high tide accompanyinG' this 
storm had swept into some of the 
shore towns flooding streets and high
w~ys and creating disruption of com
munications. Auxiliaris ts were rushed 
to key points to divert traffic from the 
washed out roads and to establish 
communications. Others aided the 
Coast Guard in evacuat ing families 
from Inundated homes and In salvag
Ing vessels which had broken their 
moorings. At Bel Mar AuxiJiarists 
Joined the station's regular surf crew 
at the scene or the stranding. helped 
t.o set up and man the breeches buoy, 
and assisted in removing the crew of 
the stricken vessel. All hands were 
brought ashore without loss. a note
worthy achievement under the exist
ing storm conditions. Later when the 
sea !:ubsided slightly, Auxiliarists 
boarded the vessel with a Coast Guard 
detail to inspect the hull plates. 

These Instances are only a few 
examples of the participation of the 
Auxmary in facilitating the operations 
or the Coast Guard. 
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National Maritime 
Day 

THE PRESIDENT of the United 
States proclaimed May 22, 1944. as 
National Maritime Day, a day on 
which to recognize publicly the patri
otism, courage, sacrlflce, and services 
of those men and women, ashore and 
afloat, who make it possible for our 
merchant ships to carry men and ma
terials to the far-flung battlefields of 
this global war. The Coast Guard, by 
reason of the nature of its functions in 
connection with the merchant marine, 
was eager to join in paying tribute to 
all of those who have participated in 
this vi tal field. 

Vice Admiral R. R. Waesche, Com
mandant of the Coast Guard, at
tended the ceremonies held in New 
York under the auspices of the War 
Shipping Administration and the 
American Merchant Marine Institute, 
and spoke briefly. In the course of 
his remarks he said: 

"I doubt that one can visualize the 
magnitude of the tas!t until he has 
seen the vast extent of the supply 
dumps at our outlying bases. Great 
piles of bombs, shell cases. gasoline 
and oil tins, machine parts, mess 
equipment, C rations, and numerous 
other Items extend for miles and 
miles. The men who move these sup
plies across oceans and seas are actu
ally taking part in war operations. 
Many of them are as definitely en
gaged In the combat as is an Army 
motor convoy that moves supplies to 
the front. 

"The splendid and spectacular 
scene of a ship sailing over hazardous 
seas, manned by those who live con
stantly with danger must not cause 
us to forget the persons whose hard 
and long labors have enabled the ship 
to put out on her voyage. The oper
ators and their employees, the ship
builders. ship repairers. and their 
employees, unions. operators associa
tions and countless others are all en
titled to respect and recognition. Our 
successes and our ultimate t liumph 
will be due, in great part. to the splen
did efforts, hard work. and great 
courage of the men and women of the 
maritime industry." 

In the afternoon the Commandant 
attended the ceremonies held by the 
National Maritime Union and un
veiled a memorial to merchant sea
men who had lost their lives at sea 
in this war. His closing remarks 
were as follows: 

"On this National Maritime Day it 
is appropriate that we look, not only 
to the past glories and present trials 
of the American Merchant Marine, 
but also that we turn to the future. 
In the last two and one half years we 
have come far enough along the road 
to victory so that we may look with 

confidence to the day when the ene
mies of democracy and libe.rty will be 
finally and thoroughly vanquished 
and when the seas will again be the 
free highways of world commerce. 

"That day should and wlll find the 
United States with the largest and 
best fleet of merchant vessels 1n its 
history. The many hazards and try
Ing circumstances that characterize 
shipping today should, In the post
war world, bring us hard-earned com
pensation in the form or skilled, ex
perienced, and capable sailors for that 
fleet. Furthermore, perpetuating the 
memory of the gallant sacrifices of 
those whom we honor here today will 
go far towards insuring that our fu
ture merchant fleet will be adequately 
manned. With the best ships, the 
best seamen, and a free world ln which 
to trade, the future of the American 
merchant marine is bright." 

Duties of the Chief 
Mate 

NEXT to the Mastet·, the posit.lon of 
Chief Mate is probably the most exact
Ing and responsible position on board 
a merchant vessel, primarily because 
of the fact that the Chief Mate is 
e)(pected to assume the position and 
responsibilities of the Master should 
that officer for any causes be unable 
to perform his duties. 

On vessels carrying three licensed 
mates, the Chief Mate usually stands 
the morning and evening watches, not 
only because they are the most desir
able watches and are his by preroga
tive but also that he may have closer 
supervision of the work going on dur
ing the day. 

Because of the nature of his posi
tion and the broad scope of his duties . 
it Is the practice on larger vessels to 
assign an additional licensed deck of
fleer to relieve the Chief Mate of his 
watch standing duty. 

It seems to be the impression among 
certain seafaring personnel and oper
ators of vessels that the fact that the 
Chief Mate Is relieved of watch stand
ing also relieves him of all t·esponsi
blllty toward the vessel other than the 
maintenance and policing of the deck 
department, or, in other words, makes 
the Chief Mate a "glorlfled Bosun." 

In a recent invesl.lgatton of the 
grounding of a vessel It was ascer
tained that the Chief Mate paid very 
little if any attention to the navi
gation of the vessel, being presumably 
interested In the supervision of main
tenance work and discipline of the 
deck crew. 

The Coast Guard believes that the 
position of Chief Mate Is of extreme 
Importance and that It requlres con
siderably more than a mere routine 
supervision of day work of the crew. 

The Chief Mate is second to the 
master In chain of command and 
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therefore Is the master's direct rep
resentative, and all omcers are under 
his ord.-s in matters pertaining to 
operation and maintenance of the 
vessel except insofar as such matters 
are the direct responsibility of the 
Chief Engineer, Chief Steward, and 
heads of other departments. He is in 
charge of the cleanliness, sanitation, 
condition, appearance, and safety of 
his vessel. 

The Chief Mate is always on duty 
and is responsible for the proper ex
ecution of the master's orders. He 
has charge of the maintenance of the 
vess!!l's hull and equipment, of life 
saving and fire fighting apparatus, 
and of the discipline and emciency of 
the crew. 

He should arrange and coordinate 
the ship's work and drills, prepare 
daily routines, and lay out work for 
the deck department. He should con
sult with the heads of other depart
ments relative to coordination of work 
and drills. 

He should correct abuses, prevent 
infractions of discipline, and suppress 
disorders. 

He shall aid the master in every 
way and see that the other omcers are 
vigilant in the performance of their 
duties and that they conform with 
orders. He should be able to instruct 
the watch omcers in the performance 
of duties and take over if necessary 
in the absence of the master. 

He should set an example for the 
omcers and crew under him and 
should make frequent inspections. 

He should be familiar with all parts 
of his vessel and equipment and make 
frequent inspections. 

As personnel omcer of his vessel he 
should be familiar with the crew and 
their abilities and deficiencies. 

When not standing a regular watch 
the Chief Mate may relieve the watch 
omcer for convenience, and in any 
case should keep close track of the 
location of the vessel and be ready to 
assume command if the master is 
incapacitated. 

In times of emergency or disaster 
to the vessel it is expected that the 
Chief Mate will be in charge of the 
damage control or emergency squad 
and direct the crew in combatting the 
particular peril. 

The position of Chief Mate with its 
broad administrative and executive 
authority requires unusual ab!Uty 
and good old fashioned common 
sense and Is one toward which all 
junior omcers should aspire. 

Censorship 
Violations 
NOT long ago a licensed seaman was 
called before a Hearing omcer on a 
charge of violating the censorsh;lp 
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rules by attempting to transmit data 
of routings and details of military 
establishments through the mails. 
This seaman was well aware of cen
sorship regulations. It was brought 
out at the hearing that the Security 
omcer aboard his ship had warned 
him on previous occasions and often 
had to return letters not conforming 
to regulations to such a degree as to 
make it impossible to transmit even 
after drastic deletions. 

Before shipping, .this seaman ar
ranged a code by which he could tell 
his girl back home where he was by 
referring to certain. numbers which 
represented various ports on his an
ticipated route, and cquld gi.ve the 
dates of arrival and departure for her 
to post on a map with pins. Not 
satisfied with sending this vital infor
mation, he also described in detail 
various advance bases and their 
growth. 

The code was not extensive enough 
to cover his travels. He realized be
cause of former warnings that the 
Security omcer would never permit 
information such as he wanted to 
send to go through. In addition, he 
reasoned that he did not like the idea 
of this one man continually reading 
his personal communications to his 
girl, although, as he admitted at the 
hearing, he had nothing against the 
omcer himself. So this man waited 
until he was on shore leave one day, 
and on plain paper bearing a ficti
tious sender's address he wrote his 
girl extending the code to include new 
ports, giving his complete itinerary in 
detail, and describing the growth of 
the bases they had touched on more 
than one occasion. This vital infor
mation was put in the mails so that a 
girl back home could stick pins in a 
map with dates beside them! 

An investigation of the man's 
·background produced no evidence of 
disloyalty or subversive activities. 
In fact he had completed a hitch in 
the Navy before Pearl Harbor and 
had been honorably discharged. He 
reallzed that he was violating secur
Ity regulations as he stated in his 
Jetter that it would probably be cen
sored. But to satisfy a selfish desire 
on his part to let. his girl know where 
he was and when, he was willing to 
risk the lives of hundreds of his coun
trymen in an attempt to get the in
formation past the censors by hiding 
his identity and profession, and to 
circumvent the omcer who, he knew, 
would prevent its transmission. 

At the hearing he was asked: 
"Mr.---, In fairness to your

self, I would like you to answer this 
question: Would you write this letter 
with the Intention of divulging mill
tary information or would you say it 
was just dumbness on your part? 

"Ans.-I guess plenty of dumbness 
on my part. I didn't realize at the 
time-" 

This man's license was revoked for 
this violation of censorship regula
tions, a penalty far less severe than 
he could expect had he lived in one 
of the enemy's countries Into whose 
hands this vital Information might 
have fallen. These regulations are 
not designed to prevent contacts with 
friends and families at home, but to 
ensure that se.amen, soldiers, and sail
ors can survive to tell personally where 
they have been, and what they have 
seen and done. A second thought 
would not have let this man risk 
losing his license. 

Latest Editions of Light 
Lists lssuecl 

THE 1944 editions of the light lists 
for all coasts of the United States and 
its island possessions, the Great Lakes, 
and the Mississippi and Ohio Rivers, 
have just been issued. The Light List 
for the Intracoastal Waterway will be 
available In July. 

With the exception of the Atlantic 
and Gulf coasts, and the Pacific coast 
light lists, which are available only 
through u. s. Navy distributing omces, 
the light lists are for sale by the Su
perintendent of Documents, washing
ton, D. c., and from various sales 
agencies in many of the ports of the 
country. 

Following are the various Light 
Lists, published annually by the Coast 
Guard, and the areas which they 
cover. 

LIGHT LIST, ATLANTIC AND GULF 
CoASTS.-Describes all aids to naviga
tion maintained by or under the au
thority of the Coast Guard on the At
lantic and Gulf Coasts of the United 
States from the St. Croix River, 
Maine, to the Rio Grande and includ
ing the United States West Indian 
Islands. 

LIGHT LisT, PACIFIC COAST.-De
scrlbes aids to navigation in United 
States waters on the Pacific Coast and 
on the coasts of Alaska and the 
Hawaiian Islands. For the conven
ience of mariners there are also in
cluded the lighted aids on the coast of 
British Columbia, maintained by the 
Canadian Government. 

LIGHT LIST, GREAT L'IKES.-Describes 
aids to navigation maintained by the 
Coast Guard, and the lighted aids 
maintained by the Dominion of Can
ada, on the Great Lakes and the st. 
Lawrence River, above St. Regis River. 

LIGHT LisT, MISSISSIPPI AND OHIO 
RIVERS.-Describesaids to navigation 

. on the Mississippi and Ohio Rivers and 
navigable tributaries. 

LIGHT LIST, INTRACOASTAL WATER· 
WAY.-Describes aids to navigation In 
the Intracoastal Waterway and inside 
waters, from Hampton Roads to tbe 
Rio Grande. 



Liberty Hull to Fire 
School 

THROUGH arrangement with the 
War Shipping Administration, the 
Coast Guard Training Station at 
Fort McHenry, Baltimore, Maryland, 
Is to be furnished with the hull of a 
Liberty-type cargo ship for use in the 
work of the station. At Fort 
McHenry the Coast Guard has lo
cated a school for Instructing in fire
fighting and damage-control on board 
ship. Heretofore mock-ups repre
senting ship compartments have been 
used but when the new acquisition is 
available, actual ship structure and 
conditions can be practiced on. 

The vessel, the GASPAR DE POR
TOLA, became a constructive total 

loss through heavy bottom damage. 
Such machinery and equipment as 
could be salvaged was removed from 
her and the hull was oflered to the 
Coast Guard. I t is planned to secure 
the vessel alongside the seawall at 
Fort McHemy and, if necessary, en
close It with a coflerdam or break
water. 

The value of having an actual, 
modern, ship hull, particularly one of 
the Liberty-type which presently con
stitutes such a large part of our war
time merchant marine, Is obvious. 
Not only does it aflord opportunity for 
problems of fire- and damage-control 
with a minimum of artificiality, but 
It will lend itself, as a sort of marine 
guinea-pig, to laboratory work In the 
testing or fire equipment, fire-resist
ant materials, and the like. 

Activities of Mer
chant Marine 
Hearing Units 

COAST GUARD Merchant Mar-Ine 
hearing units, dw·ing April, handled 
cases Involving 232 licensed officers 
and 1609 unlicensed men. In the 
case of officers, 3 licenses were re
voked, 32 were suspended, 80 were 
suspended on probation, 9 were sus
pended plus suspension on probation, 
2 were voluntarily surrendered, 51 
admonitions were given, and 55 cases 
were dismissed. Of the unllce.nsed 
men, 37 certificates were revoked, 225 
were suspended, 460 were suspended 
on probation, 46 were suspended plus 
suspension on probation, 42 were vol
untarily surrendered, 399 admonitions 
were given and 400 were dismissed. 

DERELICT DESTROYED IN NO RTH ATLA NTIC-The bow of a United Notions' tanker, torn in ha lf by a Noli torpedo, b blown u p and sunk b y 
the U. S. Coast Gua rd . 
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The Structural Reinforcement of Liberty Ships 
SINCE the inception of the "Board to 
Investigate the Design and Methods of 
Construction of Welded Steel Mer
chant Vessels" numerous specific steps 
have been taken to control the diffi
cUlties which have occurred. There 
has been a great deal of conjecture In 
shipbuilding and shipping circles re
garding the measures which have been 
taken and their Intended purpose. It 
has been Impossible In the past to dis
close the problems in their true light, 
but now that the dlfficultles are more 
fully understood and the scope and 
gravity of the situation can be evalu
ated, it is possible to set down the 
problems that presented themselves 
and the steps which were taken 
through the combined efforts of the 
U. S. Navy, U.S. Coast Guard, U. S. 
Maritime Commission. and the 
American Bureau of Shipping. 

The first step taken was to educate 
the shipyard personnel,lnspectors and 
surveyors In the more obvious causes 
which were contributing to the struc
tural failu1·es. Three pamphlets. 
whose contents were qui te similar. 
were Issued. The Coast Guard and 
American Bureau of Shipping issued 
lnstz·uctlons to their Inspectors and 
surveyors, and the Maritime Commis
sion printed a handy pamphlet which 
was circulated to all shipyard person
nel in supervisory capacities and to 
all inspectors and surveyors. At the 
same time orders were issued to the 
shipyards to make specific alterations 
in two or three Items on new vessels 
which were known to have contributed 
to the !allures. These Included the 
ellmlnatlon of a cut in the sheer 
stl'Bke of the Liberty ships In way of 
the gangway, freeing of the bulwark 
from the top of the sheer strake on 
the Liberty ships, serrating the bilge 
keel on both the Liberty ships and 
T-2 tankers, and adding large girders 
beneath the deck of the T- 2 tankers. 

It was apparent that there was a 
tendency In the repair yards to con
clude that, since n plate had cracked, 
It must of necessity have been rolled 
of defective material. The ship re
pair yaz·ds were removing large quan
tities of plating In effecting the l'e
palrs. Study showed, however, that 
the material complied with existing 
specifications and that new material 
introduced in the repair was, in all 
probablllty, In no way superior to that 
removed. Instructions were therefore 
Issued In Marine Inspection Memo
randum # 64 covering the repairs of 
structural failures. By the end of the 
summer of 1943, the more obvious dif
ficulties had been largely removed 
from new ships, 

It also became evident that the ma
jority of reports of structural fall-
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w·es were not complete enough to per
mit study of the more elusive causes. 
New forms wez·e therefore devised for 
making the reports so that Important 
information would not be omitted. 
Large diagrams were drawn for the 
Liberty ships and T- 2 tankers on 
which the location of. the fracture oz· 
buckling could be Indicated and on 
which spaces were provided for all of 
the pertinent data so that Inadvertent 
omission of important facts woUld be 
avoided. A third form of letter-size, 
NAV- CG 2752, was devised for re
porting structural failures on vessels 
other than the Liberty ships and tank
ers. In order to establish definite pro
cedures for making these reports, Ma
rine Inspection Memorandum # 57 was 
Issued, wh1ch Included detaHed direc
tions for making the reports. All of 
these data were distributed. not only 

Figure I .-outside view of hatch comer in 
upper deck of earlier Liberty ship shows 
origina l design incl ud ing 5 1 pound doubler 
beneath deck a nd w elding aro und insert 
plate. 

Fig ure 3.-lnside view of hatch comer In 
upper deck o f new libe rty ship. The 
20 pound double r plate and Insert plate 
ore shown s loHed th rough the hatch coom
ing a nd rounded to o one foot radius. 

to the Merchant Marine Inspectors of 
the Coast Guard, but to the Maritime 
Comm1sslon, Navy Department, Amer
Ican Bureau of Shipping, the British 
Corporation, and the - British Ad
miralty, and at the present time 
structural failure reports are being re
ceived through the regular channels 
of all these agencies. 

The structural reinforcements to 
be added are intended to serve two 
purpose.s: First, steps are taken to 
eliminate as many crack starters as 
possible; and second, barriers are in
troduced to limit the progress of any 
crack which might start from an un
detected origin. 

It has been found that practically 
any square corner Introduced Into the 
material may prove a source of dlm
culty. Square corners are therefore 
to be rounded in so rar as practicable, 

Figu re 2.-0utside view of hatch corner In 
u pper deck of new l iberty ship. The 
20 pound doubler Is shown o n top of deck 
and cove ring insert plate. 

Figure 4.-lnside view of ha tch corner In 
upper deck of Liberty ship . The corner 
reinfo rcement to be provided on existing 
vessels Ia shown In p la ce. 



and, In the case of the hatch corners 
which are a proven source of diiD
culty, specific reinforcements are to 
be added. Figure 1 shows the orig
inal reinforcement provided on most 
of the eXisting Liberty ships. 

On new vessels an Improved corner 
relnforcement is being fitted during 
the construction period. The rein
forcement for new vessels is shown 
in Figures 2 and 3. Orders for this 
change were Issued In August, 1943. 
On vessels which were not reinforced 
at the hatch corner. as sh.own In Fig
ures 2 and 3, a rounded Insert corner 
with face plate is being fitted as shown 
in Figure 4. 

On the earlier Liberty ships a bulb 
bar bilge keel was used. In welding 
the butts care was seldom taken to 
see that the entire section was pene
trated by the welding and a cavity 
was generally left in the heart of the 
bulb. The bilge keel Is the outermost 
bottom fiber of the ship's hull girder 
and as the vessel bends and twlsts 
in the seaway it Is severely strained. 
About half of the underwater shell 
fractures have been traced directly 
to a defective butt-weld in a bilge 
keel. 

On vessels whose bilge keel had not 
been senated during construction, 
holes are to be made opposite the butt 
welds, as shown in Figures 5 and 6. 

Since there Is a possibility that 
some cracks may emanate from un
detected starters, such as cracked or 
imperfect welds, a barrier Is to be 
provided to arrest such cracks before 
extensive damage results. From 
years of experience on riveted vessels, 
It Is known that a riveted seam forms 
a barrier to a crack and, although an 
extensive study Is st.111 underway, no 
barrier has yet been found which is 
more satisfactory than a riveted seam. 
In reinforcing the Liberty ships, a 
riveted seam was, therefore, pro
vided at the gunwale by cutting either 
the stringer plate or the sheer strake 
and fitting a riveted gunwale angle or 
strap, as shown In Figures 7 and 8. 
In order to limit further the propaga
tion of fractures and In order to stop 
them near the hatches, which are the 
principal offenders. another riv.eted 
seam Is to run beside the hatches, as 
shown in Figures 9 and 10. 

In January 1944 it was found that 
some of the Liberty ships which had 
been operated in extremely heavy 
weather bad developed buckles in the 
bottom of the after end of #3 hold. 
These buckles occurred in both the 
bottom and Inner bottom of the vessel. 
Not many vessels developed this 
buckling and since It appeared that It 
was not serious enough to occasion 
great concern, no st.eps were taken 
except In the case of the troopships 
where dtmcuities In ballasting aggra
vated the situation and where so many 
lives were at stake that It became ad
visable to lean over backward in pro-

Figure 5.-Bilge keel showing serra tions such 
as would be provided on a new vessel. 

Fig ure 7.-Sheer s troke showing to rch cut in 
sheer stroke just beneath upper deck. 

Fig ure 9 .-0eck strap beside ha tch on d ry 
ca rgo o r tank vessel. 

Figu re 6 .-811ge keels on existing vesse ls 
showing holes p rovided at eac.h b ilge keel 
bu tt o n d ry cargo and lank ves.sels lleftl 
a nd troop-ship conversions lrig htl. 

Figure 8.--Riveted gunwale ang le sho wing 
arrangemen t for existing vessels w ith to rch 
cut through stringer p late (a bavel a nd for 
new vessels (belowl. 

Figure 1 0.-0eck strap on t roop-ship 
conversion. 
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viding extra precautions. In these 
vessels four adcUtlonal longitudinal 
girders are to be fitted. 

The Board appointed by the Secre
tary of the Navy to study the problem 
is still vigorously pursuing the causes 
of the fractures and will continue 
until a complete solution to all or the 
problems involved is reached. While 
the program of reinforcement is going 
on, various government, commercial, 
and university laboratories are en
gaged in tracking down the more re
mote causes for the d11llculties. The 
details of the design, the characteris
tics of the materials, the methods or 
construction and restrictions on bal
lasting during operation are being 
studied. There Is every reason to be
lieve that these studies wm locate the 
causes and cures of practically all of 
the d11llculties which have beset our 
vessels and that after the war we 
shall be In a position t.o continue to 
build welded merchant vessels with 
the expectation of 100% security. 

Time Limits for Fitting 
Reinforcements 

In February, 1944, a policy was 
agreed upon by representatives of the 
Navy Department, War Department, 
Coast Guard. Maritime Commission. 
War Shipping Administration, and 
American Bureau or Shipping, rela
tive to the urgency of reinforcements 
on the various types or vessels. In 
establlshing this policy, the vessels 
were cUvided into three classes: (1) 
Vessels Under Construction; <2> Ex
isting Dry Cargo and Tank Vessels; 
and <3> Troopship Conversions. The 
details of this policy follow: 

Vessels Under Construction (Polley estab
llshed 13 March 1944) 

Vessels under construction where 
the stringer plate has not been welded 
to the sheer strake plate shall be con
sidered new vessels and shall have the 
gunwale angle fitted during construc
tion. Vessels under construction 
where the stringer plate has already 
been welded to the sheer strake shall 
be considered existing vessels (Insofar 
as the fitting of the deck straps and 
gunwale connections are concerned>. 
On existing vessels where the date of 
delivery is st!Jl two or three weeks 
remote, structural reinforcements 
should be fitted even if a delay of 
three or four days in delivery results. 
A short delay In the beginning is bet
ter in the long run, because the vessel 
will not have to be removed from 
service In order to fit the reinforce
ments at a later date. For existing 
vessels, where the date or delivery is 
only two or three days off. the urgency 
of the vessel's expected mission. its 
anticipated route, etc .. should be con
sidered in accordance with the specift
cations or 8 February. 1944 (below 1. 
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Existing Dry Cargo Ships and Uberty Ships 
Converted to Tankers 

<a> Vessels which have sustained 
bull damage serious enough to require 
extensive repairs shall have these al
terations made in addition to the 
repairs. 

(b) Vessels which are scheduled to 
make voyages where low atmospheric 
temperatures and heavy seas may be 
expected, such as in the North At
lantic or Gulf of Alaska in wintertime, 
shall have the batch comers rein
forced as per item <A> (in specifica
tions which follow> prior to making 
such voyages, except where extreme 
military emergency will not permit. 

<c> All vessels must have all of the 
alterations completed as soon as 
possible. 

Existing Uberty Type Troopship Conversions 

<a> Vessels which are undergoing 
extensive repairs shall have these al
terations made in addition to the 
repairs. 

<b> Vessels which are scheduled to 
make voyages where low atmospheric 
temperatures and heavy seas may be 
expected such as in the North Atlantic 
or Gulf of Alaska in wintertime shall 
have the batch corners reinforced as 
per item <A> <in specifications which 
follow>, the deck altered as in I tem • 
<B>, and shall have an alteration 
made at the gunwale in accordance 
with I tem <C> . prior to making such 
voyages. No exceptions will be made 
to this requirement, unless serious de
lay would result because of a lack of 
repair !acUities or a condition of ex
treme military emergency prevails. 

(c) All vessels must have all of the 
alterations specified herein completed 
at the earliest possible date. 

Detail Specifications 

Vessels Now Under Construction 

All Liberty-type vessels under con
struction in the shipyards on which 
stringer plates have not yet been 
welded to the sheer strake shaH be 
subject to the following: 

1. Maritime Commission Plan 
EC2-S-Cl-S-1L-6-6, "Structural Re
Inforcements." This plan was for
warded to the Officers in Charge, 
Marine Inspection, having jurisdic
tion over shipyards constructing Lib
erty ships on 26 February, 1944. 

2. Maritime Commission Plan 
Sll-6-4A, Alt. A, "General Arrange
ment of Gunwale Angle-Deck Scup
per and Details." This plan was for
warded to the Officers in Charge, 
Marine Inspection, having jurisdic
tion over shipyards constructing Lib
erty ships on 13 March, 1944. 

Plans are being prepared to cover 
the Liberty-type collier, Maritime 
Commission design EC2-S-EW1. 

Existing Dry Cargo and Tonic Sltlps 

All Liberty-type existing dry cargo 
and tank ships, as well as vessels 
under construction on which the deck 
stringer plate has been welded to the 
sheer strake, shall be subject to the 
following: 

1. "Specifications for Alterations 
to Liberty Type Dry Cargo Ships and 
Liberty Ships Converted to Tankers," 
dated 8 February, 1944, and for
warded to all Officers in Charge, 
Marine Inspection, coastal ports, on 
16 February, 1944. 

2. Coast Guard Plan MI14-Sll-
17- 1, "Liberty Type Dry Cargo Ships 
and Tankers--Structural Reinforce
ments." This plan was forwarded to 
all Officers in Charge, Marine Inspec
tion. coastal ports, on 16 February, 
1944. 

3. In connection with Detail A 
of MI 14-Sll-17-1, diagonal braces 
shall be fitted between the lower 
flanges of the hatch side and end 
girders. These diagonals are shown 
on Maritime Commission Plan EC2-
S-C1-S16-2-3, dC lil No. 3. Prints 
showing this detail were forwarded to 
all Officers in Charge, Marine Inspec
tion, coastal ports, on 13 March, 1944. 

4. As an alternate to cutting the 
sheer strake and fitting a strap as 
indicated on Coast Guard Plan MI 
14-Sll-17- 1, Detail c. the stringer 
plate may be cut and a riveted gun
wale angle fitted in accordance with 
Maritime Commission Plan No. MCE 
Sl1-6-4B, "Details of Gunwale Angle
Deck Scuppers, etc., for Existing EC2-
S-C1 Cargo Vessels." This plan was 
forwarded to all Officers in Charge, 
Marine Inspection, coastal ports, on 
16 February, 1944. 

5. An alternate and more desir
able scupper arrangement has been 
prepared and is shown on War Ship
ping Administration Drawing No. 
MR 15-848-8-1, "Under Deck Scup
pers." Copies of this plan were for
warded to all Officers in Charge, 
Marine Inspection, coastal ports, on 
13 March, 1944. . 

An especial plan MC No. Z-ET1-C3-
S16- 2-3 has been prepared covering 
the reinforcement of the corners of 
the expansion trunks on the tanker 
conversion. The diagonal braces de
scribed under item #3 are not to bt 
fitted on the tank vessels. 

Specifications for Alterations to 
Liberty Typ e Dry Cargo Ships 
and Lib erty Ships Converted to 
Tankers 

The following specifications were 
mutually agreed upon by the Marlti.me 
Commission, the Coast Guard and the 
American Bureau of Shipping on 8 
February, 1944. 

All Liberty cargo ships and Liberty 
vessels converted to tankers presently 
ln service shall have the structural 

~------------------------~----] 



alterations made at the tlme, indi
cated above, and In the manner de
scribed herein, and shown on Coast 
Guard Plan MI 14--S-11-17- 1 and 
Maritime Commission Plan MCE 
Sll-6-·4B. 

A. Holch Corner Reinforcemenl 

On vessels where a rounded rein
forcement has not already been fitted, 
the corners of Nos. 2, 3, and 4 hatches 
on the upper deck sh all be reinforced 
In accordance with Detail A of Draw
ing MI 14-Sll-17-1. 

I. Upper Deck Allerolion 

A torch cut sh all be made port and 
starboard In the upper deck plating 
28" outboard of the line of the hatch 
side coaming extending from frame 
# 40 to # 144 Y.z. The torch cut is to be 
covered with a double riveted strap In 
accordance with Detail B of Drawing 
MI 14-Sll-17-1. 

C. Gunwale Allerollons 

One of the following alternate ar
rangements shall be provided: 

(1) A torch cut shall be made in 
the stringer plate about 1" from the 
sheer plate and extending from frame 
#28Y.z to # 144 Y.z. The torch cut is to 
be covered by a 7" x 6" riveted gun
wale angle fitted in accordance with 
MCE Plan Sll-0-4B; or, 

(2) A torch cut shall be made in 
the sheer strake below the upper deck 
plating extending from frame # 28 Y.z 
to # 144 Y.z. The torch cut Is to be cov
ered with a double riveted seam strap 
in accordance with Detail Con Draw
ing MI 14-Sll-17-1. 

D. Bilge Keel 

For vessels, which have continu
ously welded bilge keels, a 1" hole is 
to be drilled tangent to the shell in 
way of each butt in the bilge keel. 
This Is to be done at the time of the 
first docking of the vessel after is
suance of this instruction. 

f xlsllng Troop $hip Conver,lons 

All Liberty-type vessels converted 
or being converted to troop shiPS sh all 
be subject to the following: 

1. "Proposed Specification for Al
terations to Liberty-type Troop Ship 
Conversions," dated 22 February, 
1944, and forwarded to all Ofilcers in 
Charge, Marine Inspection, coastal 
ports, on 23 F ebruary, 1944. 

2. Coast Guard Plan MI 15-Sll-
17- 1, "Liberty-type T roop ship Con
version-Structural Reinforcements." 
This plan was forwarded to all Offi
cers In Charge, Marine Inspection, 
coastal ports, on 23 February, 1944. 

3. I n connection with Detail A of 
MI 15-Sll-17-1, diagonal braces 
shall be fitted between the lower 
flanges of the batch side and girder. 
These diagonals are shown on Mari
time Commission Plan EC2-S--C1-

S16-2-3, Detail No. 3. Prints showing 
this detail were forwarded to all om
cers, in Charge, Marine Inspection, 
coastal ports, on 13 March, 1944. 

4. As an alternate to cutting the 
sheer strake and fitting a strap as in
dicated on Coast Guard Plan MI 15-
Sll-17- 1, Detail C, the st1·inger plate 
may be cut and a riveted gunwale 
fitted in accordance with Maritime 
Commission Plan MCE Sll-6-4B, 
"Details of Gunwale Angle-Deck 
Scupper, etc., for Existing EC 2-S-C1 
Cargo Vessels." This plan was for
warded to all o mcers in Charge, 
Marine Inspection, coastal ports, on 
16 February, 1944. 

5. An alternate and more desir
able scupper arrangement has been 
prepared and is shown on War Ship
ping Administration Drawing No. MR 
15-848-8-1 "Under Deck Scuppers," 
copies of w.licb were forwarded to all 
Ofilcers In Charge, Marine Inspection, 
coastal ports. on 13 March, 1944. 

Proposed Specification l or Altera
tion to Libert y Type Troop Ship 
Conversions 

The following specifications which 
were mutually agreed upon by the 
War Department, Maritime Commis
sion , American Bureau of Shipping 
and the Coast Guard, were set down 
on 22 February, 1944, and do not ap
ply to Liberty type hospital ships. 

All Liberty type troop ship conver
sions presently in service shall have 
the structural alterations made at the 
time Indicated above, and In the man
ner described herein and shown on 
Coast Guard Plan MI 15-Sll-17-1 
and Maritime Commission Plan MCE 
Sll-6-4B. 

A. Hol ch Corner Reinforcemenl 

On vessels where a rounded rein
forcement bas not already been fitted, 
the corner of Nos. 2, 3, and 4 hatches 
on the upper deck shall be reinforced 
in accordance with Detail A of Coast 
Guard Plan MI 15-Sll-17-1. 

B. Upper Deck Allerolion 

A slot 2~2" wide shall be made in 
the upper deck plating. The location 
of this slot and the arrangement of 
the triple riveted strap to be used in 
connection with i t shall be In accord
ance with Detail B of Coast Guard 
Plan MI 15-811-17- 1. 

C. Gunwole Allerolion 

One of the following alternate ar
rangements shall be provided: 

<1 ) A torch cut shall be made in 
the stringer p!ate about 1" from the 
sheer plate and extending from frame 
# 28 \t.! to # 144 Y.z. The torch cut is to 
be covered by a 7" x 6" riveted gun
wale angle fitted in accordance with 
Maritime Commission Plan MCE 
Sll-0-4B; or, 

<2> A torch cut shall be made in 
the sheer strake below the upper 
deck plating extending from frame 
# 28 Y.z to # 144Y.z. The torch cut is to 
be covered by a seam strap In accord
ance with Detail C on Coast Guard 
Plan MI 15-Sll- 17-1. This strap is 
to be 18" x 1" between frames...#68 
and # 108. The strap Is to be 16" x 
%" between frames # 28 Y.z and # 68 
and between frames # 108 and # 144Y.z. 

D. Bilge Keel 

For vessels which have continu
ously welded bilge keels, an oval open
ing Is to be cut tangent to the sh ell in 
way of each butt in the bilge keel and 
as Indicated in Detail D on Coast 
Guard Plan MI 15-Sll-17- 1. This is 
to be done at the time of the first dock
Ing of the vessel after Issuance of this 
instruction. 

E. Double Bollom Girders 

Additional intercostal girders shall 
be fitted In the double bottom, port 
and starboard, as follows: 

(1) A full depth girder 15.3 pound 
plate 6'4" off centerline between 
frames # 46 and #92 and then 
angling In to 5'6" off the centerline 
at frame # 96. This ties into exist
Ing girder forward and Into the en
gine girder aft. 
· (2) A half depth girder 15.3 pound 
plate 18'6" off the centerline ·be
tween frames # 46 and # 108. This 
ties into existing girders forward 
and a bracket Is to be fitted aft of 
frame # 108 extending aft at least 
three frame spaces. 

F. Ex/sling ond New Deck Openings 

Especial care shall be executed to 
eliminate discontinuities and notch ef
fects In the vessel's structure. The 
deck openings for all companions, 
ventilators, etc., shall be properly 
rounded. All bulwark openings shall 
be rounded and ground smooth. Com
panions and ventilator openings where 
possible shall be kept inboard of the 
line of hatches. 

Ex/sling Hospilol Ship Conversions 

All Liberty type vessels converted or 
being converted to hospital ships shall 
be subject to the following: 

1. Coast Guard Plan MI 16-Sll-
17-1, "Liberty Type Hospital Ship 
Conversions-Structural Reinforce
ments,'' which was forwarded to New 
York on 9 March, 1944, and to Boston 
on 11 March, 1944. 

2. F or vessels now under conver
sion and on which the work has al
ready progressed too far to provide a 
deck arrestor In accordance with the 
above mentioned plan, the details of 
the deck arrestor to be fitted are 
shown along with the other reinforce
ments on War Department, Transpor
tation Corps, Water Division Plan LI-
68-A-Rl. 
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3. As an alternate to cutting the 
sheer strake and fitting a strap as in
dicated on Coast Guard Plan MI 16-
Sll-17-1, Detail c. the stringer plate 
may be cut and riveted gunwale 
angle fitted in accordance with Mari
time Commission Plan MCE S11-6-
4B, "Details of Gunwale Angle-Deck 
Scupper, etc .. for Existing EC2-S-C1 
Cargo Vessels." This plan was for
warded to all Officers in Charge, Ma
rine Inspection, coastal ports, on 16 
February, 1944. 

4. Ari alternate and more desir
able scupper arrangement has been 
prepared and is shown on war Ship
ping Administration Drawing No. MR 
15-848-8-1, "Under Deck Scuppers," 
copies of which were forwarded to all 
Officers In Charge, Marine Inspection, 
coastal ports. on 13 March, 1944. 

Relaxations and Notes 

General 

1. In making these alterations, it is 
suggested that the tanks of the vessel 
be ballasted so that the ship is in a 
nearly neutral condition from the 
standpoint of longitudinal bending. 

2. The shipyards making the al
terations shall be careful not to have 
too great a length of cut on deck or at 
the gunwale or in the sheerstrake in 
advance of fitting the required straps. 

3. Vessels are not classed as troop
ships for these alterations unless the 
entire ship is fitted for troops. 

Hatch Corner Reinforcement 

1. The hatch corner reinforcement 
devised for new vessels <Maritime 
Commission drawing EC2--S-C1-Sl6-
2-3-Detail 2> involves fitting an in
sert plate and doubler both slotted 
through the hatch coaming and cut to 
a one foot radius on the inside. This 
type of reinforcement is not accept
able for existing vessels. An insert 
plate should not be introduced at a 
hatch corner of an existing vessel ex
cept in repairing damage. Even this 
should be avoided if possible by re
pairing the crack with welding (see 
Marine Inspection Memorandum 
# 64). 

2. If in repairs it becomes necessary 
to remove the 51 pound doubler at the 
hatch corner, it need not be replaced 
in reinforcing the corner. 

3. Not all Liberty ships have an 
insert plate at the hatch corner. 

4. On some Liberty ships the 51 
pound doubler is above the deck. 

5. Some of the newer vessels have 
already had their hatch corners rein
forced during construction and no 
addit ional hatch corner reinforce
ment should be provided on such ves
sels. One of the approved types of 
reinforcements should be found in or 
placed in the corners of Nos. 2, 3, and 
4 hatches in the upper deck of every 
Liberty ship. 
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Figure 11.-Aiternate arrangement of deck strap in way of compani.onway at frames 93 to 95. 

SECTION IN WAY OF S\.OT 

Figure 12.-Arrangement of deck strap where it falls In line with companionway. 

Upper Deck Alteration 

1. The deck strap shown on Mari
time Commission Plan EC2--S-C1-
Sll-6-6 and Coast Guard Plans MI 
14 & 15- Sll- 17- 1 may be stopped at 
frame # 40 instead of running to 
frame # 39 as it is shown on the plans. 
This relaxation was made on all new 
and existing vessels because the addi
tional assurance gained by running 
this strap forward one additional 
frame space does not warrant the ex
pense and delay incurred by interfer
ence with the sounding tubes at 
frame # 39. 

2. The deck strap on the troopships 
may be increased in width from 16" 
to 19" if this appears desirable in 
order to avoid the close spacing of the 
triple rows of zigzag riveting indicated 
on Coast Guard Plan MI 15-Sll-
17-1. 

3. Permission has been granted to 
allow the slot in the deck to stop at 
the edge of the doubler around the 
companionway at frame # 93 to # 95 
and to weld the 16" x %" strap 
thereto, provided that rounded rein
forcements with face plates are fitted 
in the corners of the companions so 
that the companion will have the 

strength to arrest a fracture which 
might ·cross the deck in this region. 
See Fig. 11. This alteration may be 
permitted on new vessels, and existing 
dry cargo ships, tank ships, and troop 
ships of the Liberty type. A specifi
cation which could be used as a gen
eral guide in reinforcing deck open
ings of this nature was forwarded to 
Coast Guard Merchant Marine In
spection offices with Headquarters' 
letter of 10 April. 1944. 

4. As an alternate to the above for 
the companionway at frames # 93 and 
# 95. the companionway doubler may 
be t rimmed back on the inboard edge 
so that it clears the outboard edge of 
the deck strap. The seam between 
the doubler and strap should then be 
welded with a deep v weld. 

5. At other points if companion
ways lle in the path of the deck strap 
the cut should be carried right into 
the opening and its athwartship loca
tion should be altered by splaying out
board or inboard over a distance of not 
Jess than 4 frame spaces so that it 
enters the opening not less than 8" 
from the corner, see Fig. 12. Tapered 
liners should be used to carry the strap 



over existing doublers but if the deck 
is cut for the crack arrestor before 
fitting the companion doubler <as for 
a new companionway) the endS of the 
strap may then be welded to the edge 
o! the doubler. In any case the cut 
must go Into the companionway. 

Gunwale A/ltral/an 

1. It Is left to the local authorities to 
determine on the basis of economy of 

time and money and availability of 
materials whether It will be more 
practical to fit a gunwale bar or a 
strap on the sheer strake. 

2. The heel of the gunwale angle 
may not be chamfered to a radius of 
more than %" to ride over the fU
letweld at the gunwale. If the weld 
<stringer to sheer strake) is too large 
to permit a proper fit up with this 
chamfer the weld is to be chipped 
away to suit. 

3. Deck drains may be cut through 
sheer strake and sheer strake strap but 
regular scuppers are preferable. 

4. Where scuppers are fitted and the 
existing deck drain bole has been 
sealed by a light weld between the 
sheer strake and new gunwale bar or 
sheer strap there has been a tendency 
for this weld to crack. For this rea
son it will be permissible to seal off 
the old deck drain hole by welding a. 
light plate over it. 

LESSONS FROM CASUALTIES 

Deficiency of Oxygen in Empty 
Molasses Tank 

ALMOST everyone is aware of the fact 
that explosive and suffocating gases 
are likely to be present in tanks which 
have contained gasoline or other pe
troleum products, but many of us are 
not alive to the fact that these same 
dangerous gases may be present in 
tanks which have contained other 
substances. 

A casualty has recently come to the 
attention of Headquarters wherein a 
molasses tank vessel suffered a punc
tured hole in a cargo tank as a result 
of a collision with a projecting rail
road iron while docking at a pier. 
After the damage had been surveyed, 
It was decided to weld a plate over 
the hole on the outside of the tank. 
This was done by two local workmen. 
Later in the day these men came on 
board and announced that they were 
going to weld a doubler over the hole 
on the inside of the tank also. The 
second mate, the only officer aboard 
the vessel at the time, consented to 
the men entering the tank to make 
the repairs. 

Through oversight or lack of knowl
edge of the possible dangers, no test 
was made to see that the tank was 
gas free and not deficient in oxygen. 
It was not long before the two men 
collapsed. The deck officer called two 
seamen and then proceeded to enter 
the tank himself to rescue the men, 
but he also collapsed. A canister type 
mask (of no use where a deficiency of 
oxygen exists> was secured from the 
engine room. Donning this mask, and 
with a lifeline made fast around his 
waist, a seaman entered the tank, 
but he too was soon overcome and 
was hauled out in an unconscious 
condition. 

A fresh air mask, one of which is re
quired to be carried on all tank ves
sels where tanks exceed 15' in depth, 
was now brought on deck, was 
lowered Into the tank and fresh air 
pumped in through the hose. A little 
later a seaman put this mask on, 

entered the tank, and removed the 
bodies of the two workmen and the 
deck officer, but not before asphyxia
tion had caused the death of all 
three. 

Molasses may appear to be a harm
less sticky substance with no potenti
ality for giving off dangerous gases in 
an emptied tank. However, molasses 
residue In such tanks often ferments 
and evolves carbon dioxide gas, which, 
being heavier than air, occupies the 
lower spaces of the empty tanks. Un
doubtedly such a condition existed In 
the tank in question. In addition to . 
this, the heat produced by cutting 
and welding on the ship's side cooked 
the molasses, which resulted in the 
absorbing of oxygen and the giving 
off of carbon monoxide. The evolu
tion of these two dangerous gases and 
the decrease in oxygen made the tank 
in question as dangerous to enter as 
a compartment containing petroleum 
vapors. 

When preparing to work in tanks 
which have been closed for any length 
of time, regardless of what they previ
ously contained, make sure that the 
tanks are gas free and that sufficient 
oxygen is present. In this respect, it 
Is advisable to secure the services of a 
certified chemist to perform these 
tests, If In a port where one Is avail
able. Ventilate thoroughly by means 
of blowers or windsails before permit
ting anyone to enter, and have a party 
assigned to a tank opening to watch 
the men below and to summon aid if 
needed. Always have the men secured 
to a line with the other end on deck, 
so that they may be hauled out In case 
an accident occurs. 

With the careful observance of these 
safety precautions the lives of the 
three men lost in this tank accident 
could have been spared. Let's take a 
llttle time to make sure conditions are 
right when entering empty tanks and 
not endanger our lives or those of our 
shipmates. 

Steering Engine Casualties 
So many collisions, near collisions, 

and groundings have resulted from 

the failure of steering gear In one way 
or another that Headquarters feels 
that a few of these cases should be 
brought to the attent1on of merchant 
ship personnel. Steering gear fail
ures are always serious mf\tters, par
ticularly when ships loaded with 
dangerous war cargoes are traveling 
in convoy with little room for maneu
vering. In one recent collision be
tween a gasoline tanker and an am
munition ship, the resulting fire and 
explosions caused the loss of all hands 
on one of the vessels and all but two 
on the other. 

Many of these casualties arise from 
seemingly insignlftcant defects, yet 
their importance is obvious when one 
takes into account the resultant loss 
of life, let alone the monetary dama~e 
to ship and cargo and the consequent 
delay in dellvery of vital war goods. 
A very interesting illustration of the 
above recently occurred in connection 
with a Liberty ship on which the use 
of the wrong type of a set screw on the 
telemotor resulted in jamming the 
steering gear. Fortunately, the inci
dent occurred in uncongested waters 
and the auxiliary equipment could be 
brought into operation before a col
lision resulted. The particular type 
of telemotor on board this vessel con
tained two springs, whose degree of 
compression was controlled by two 
adjusting nuts which in turn were 
held fixed by means of Allen setscrews. 
The length of these setscrews is such 
that the top of the heads Is nearly 
flush with the surface of the adjusting 
nut when tightened. When this Lib
erty ship had the telemotor over
hauled, one of these setscrews was re
placed by one of a different type hav
ing a protruding head. The error 
was not discovered until the vessel 
was on the high seas and the bridge 
called for full right rudder. Due to 
insufficient clearance between the set
screw and the cylinder casting, the 
telemotor jammed and was rendered 
Inoperative. This 1llustration empha
sizes the need on the part of the engi
neer officer for close survelllance of all 
engine room repair work while in 
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shipyards and repair bases, and also 
the necessity of giving all overhauled 
equipment a thorough examination 
and test before leaving port. 

Other casualties have occurred on 
vessels with electrically-operated 
auxiliary machinery where failure of 
the generator rendered the steering 
gear, as well as all other auxiliary 
machinery, powerless. An Instance of 
this kind involved a vessel equipped 
with two generators for supplying the 
power to the machinery and a Diesel 
electric plant which operated the 
emergency lighting system only. In
sofar as capacity was concerned, 
either of the two ship's service gen
erators was adequate to Insure con
tinuous operation of all electrically
driven auxiliaries. It was the prac
tice on this vessel while under way to 
use the generators alternately at in
tervals of from 8 to 10 days. When 
changing over, a minimum period of 
ten minutes was required to bring the 
spare generator into operation from a 
cold condition. While this vessel was 
traveling in convoy a sudden mechan
ical failure stopped the operating gen
erator, thus depriving the steering 
gear and engine room auxiliaries of all 
electrical power. This rendered the 
vessel uncontrollable, and during the 
interval re.quired for warming up the 
second generator, a colllsion resulted 
with another vessel traveling in the 
same convoy. This occurrence clearly 
illustrates the necessity or having 
more than one generator In operation 
or of having a spare set kept in such 
condition that it can be put into im-
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mediate operation in the event of 
failure of the first generator, particu
larly at night or when navigating in 
convoys or crowded waters. Had thls 
been done, or had the hand steering 
gear been ready for immediate use, 
the accident undoubtedly would not 
have occurred. 

The accidents described above, as 
well as many others that have come to 
the attention of Headquarters, could 
probably have been prevented by the 
application of adequate precautions 
on the part of the ship's omcers. The 
General Rules and Regulations re
quire that on vessels making voyages 
of more than 48 hours• duration the 
entire steering gear, the whistle, the 
lines of communication, and the sig
nal appliances between the bridge or 
pilot house and the engine room shall 
be examined and tested by a licensed 
omcer of the vessel within a period of 
nest more than 12 hours before leaving 
port. Vessels making voyages of less 
than 48 hours• duration shall conduct 
similar tests at? least once In every 
week. The rules also require that the 
fact and time of such examination and 
test shall be recorded in the ship's log 
book. Compliance with the foregoing 
might not have prevented the failure 
of the electrical machinery desc.ribed 
above, but it would probably have led 
to the discovery (before the vessel 
sailed> of the improper setscrew and 
the consequent jamming of the steer
ing gear when trying to obtain full 
right rudder. These examinations 
and tests should never be perfunctory 
but should be carefully performed by 

a deck omcer on the bridge and an 
engineer omcer in the steering engine 
room. 

An indiJferent attitude toward ac
cident prevention measures and rou
tine examinations, and lack of fore
thought in envisioning possible acci
dents, lead to machinery breakdowns 
with their train of serious and possibly 
fatal consequences, such as boiler ex
plosions, groundings, collisions, and 
sinklngs. During war time risks oc
casionally must be taken but at least 
we can and must be alert and as ready 
as possible to cope with emergencies 
when they arise. 

A Reader Comments 

CLEVELAND, Omo, Mav 19,1944. 

Editor 
Proceedings of the Merchant Marine 

Council 
United States Coast Guard 
Washington, D. c. 
SIR: 

The article on page 83 of the Pro
ceedings Merchant Marine Council 
for Aprii on "Overtaking in Narrow 
Waters" is of interest. 

The explanation is based on the 
fact that a ship travels in a shallow 
bowl which accounts for the squat of 
vessels under way. 

There is another phenomenon often 
observed on the Lakes that Is not 
mentioned but the cause or which 
may be similar. When a vessel A 
overtakes and tries to pass another 
vessel B, the speed of which is only 
slightly less, it frequently happens 
that as A comes alongside she carries 
B along, increasing the speed of B 
so that the actual passing takes con
siderably longer than it would if A 
and B had both retained their original 
speeds. 

Also, in some cases It Is said the 
two vessels take the lead alternately. 
Whether thls action results or that 
explained in the article, where a 
change in heading is caused by the 
proximity of the two ships, Is prob
ably determined by the distance apart 
and the relative speeds. 

The author or the article may be 
Interested in this situation which I 
believe is more frequent here than 
that Involving change In course and 
resulting collision. 

Yours very truly, 
/ S/ L. C. SABIN 

Vice President 
Lake Carriers• Association 



Amendments to Regulations 
TITLE 46.-SHIPPING 

Cha pter 1-Coa st Guard : Inspection 
and Navigation 

SUBCHAPTER J-RIVERS: GEN
ERAL RULES AND REGULA
TIONS 

PART ll3-BoATS, RAFTS, BULKHEADS, 
AND LIFBSAVING APPLIANCES 
Section ll3.7 Wooden Sur/boat or 

seine boat is amended by changing the 
reference "§ ll3.12" to "§ 113.14". (9 
F. R. 4825, May 6, 1944.) 

Section 113.14 Is amended by the 
addition of the following paragraph: 

§ 113.14 Carrytng capacity of lt/e
boats. • • • 

Every lifeboat shall have sufficient 
room, freeboard, and stability to 
safely carry the number of persons 
allowed to be carried by the above 
rule, which fact shall be determined 
by actual test in the water at the time 
of the first inspection or the lifeboat, 
except that where a vessel is carrying 
Ufeboats of different types or capaci
ties, at least one lifeboat of each type 
or capacity shall be so tested <9 F. R. 
5697, May 26, 1944). 
SUBCHAPTER o-REGULATIONS 

APPLICABLE TO CERTAIN VES
SELS AND SHIPPING DURING 
EMERGENCY 

PART 153-BOATS, RAFTS, AND LIFESAV
ING APPLIANCES: REGULATIONS DUR
ING EMERGENCY 
Section 153.6 <u> is deleted and the 

following substituted In Its stead: 
§ 153.6 Additional equipment for 

lifeboats on self- propelled ocean and 
coastwise vessels. • • • 

<u> Signaling mirrors. Two stain
less steel or other suitably polished 
mirrors which shall be wrapped and 
kept in a waterproof container 
plainly marked "Signaling Mirrors". 
All signaling mirrors supplied as new 
or replacement eQuipment shall be or 
an approved type (9 F. R. 5077, May 
13, 1944) . 

Section 153.7 <D is deleted and the 
following substituted In Its stead: 

§ 153.7 Additional equipment for 
life rafts approved prior to March 15, 
1943, Jor ocean and coastwise ves
sels. • • • 

(i) Signaling mirror s. Two stain
less steel or other suitably polished 
mirrors which shall be wrapped and 
kept In a waterproof container plainly 
marked "Signaling Mirrors". All sig
naling mirrors supplied as new or re
placement eQuipment shall be of an 

approved type (9 F. R. 5077, May 13, 
1944) . 

Section 153.21 is deleted and the 
following Is substituted In Its stead: 

§ 153.21 Means of escape on ves
sels-<a> Means of escape on new 
vessels. On mechanically propelled 
ocean and coastwise passenger, cargo, 
and tank vessels, certlflcated for the 
first time after 1 October, 1944, the 
means of escape or emergency exits 
reQuired by this section shall be pro
vided. 

(b) Definitions. Certain t e r m s 
used in this section are defined as 
follows: 

<I> A "crash panel" is a panel of 
frangible material or a panel of non
frangible material which, when In
stalled in an opening in a door or 
other structure, may be readily re
moved by kicking out. 

(2) An "escape panel" is a panel 
of metal or other nonfranglble ma
terial hinged or otherwise secured 
over an opening by "dogs" or other 
means. 

<3> An "escape hatch" Is a covering 
over an opening in a deck or other 
structure, hinged or otherwise secured 
to such deck or structure. 

<c> Number and arrangement o/ 
means of escape or emergency eziu 
Jor new vessels. Plans and speclflca
tions showing location, type and ar
rangement of means of escape or 
emergency exits shall be submitted to 
HeadQuarters, U. S. Coast Guard, for 
approval. Deviation from the re
QUirements will be considered only 
when it is shown to the satisfaction of 
Headquarters that such deviation is 
unavoidable due to construction fea
tures. In all cases, when plans are 
submitted to and approved by Head
qua.rters and the escapes are installed 
In accordance with the plans, the 
vessel shall be considered to be in com
plete compliance with the regula
tions. The means of escape or emer
gency exits shall be provided and 
an·anged as follows : 

(1 ) Each room occupied by one or 
more persons shall have at least two 
means of emergency exit and each 
passageway, compart ment, public 
room, or space serving or containing 
more than two rooms shall have at; 
least three means of emergency exit. 
Spaces used as storerooms are not re
Quired to be fitted with crash panels, 
escape panels. or escape hatches. 

<2> Each public bath room, wash 
room, or toilet room, accommodating 
four (4) or more persons at one time 
shall have at least two means of emer
gency exit. The exits may be of any 

type speclfled in this section but where 
en trance doors are not fitted or where 
halt doors are fitted to such bath 
rooms, wash rooms, or toilet rooms, no 
other means of escape shall be re
quired. 

<3> The exits for each space shall 
be located as remotely from each 
other as possible to reduce the like
lihood of damage blocking all avenues 
of escape. 

(4) In general, where there are four 
or more widely separated means of 
escape from a deckhouse, It will not 
be necessary to provide these doors 
with offset hinges or escape panels. 

(5) In no case shall a main fire 
screen bulkhead be pierced to provide 
a secondary means of escape, nor shall 
any watertight bulkhead, watertight 
deck, or watertight door below the 
bulkhead deck be pierced for the in
stallation of emergency escapes. 

<6> Brigs or other spaces for the 
confinement of persons need be eqUip-

. ped with only one means of emergency 
exit which shall be a door of the type 
speclfled In paragraph <e> <2> of this 
section and which may be capable of 
being secured from the outside. 

<7> On mechanically propelled ves
sels of over 1,000 gross tons It is also 
reQuired that at least two wire or 
chain ladders <one on each side) lead
ing directly to the highest part of 
the engine room casing shall be pro
vided and arranged In a way most 
likely to allow the escape of engine · 
room personnel in the event of dam
age to the fixed ladders and gratings. 
On steam vessels a similar ladder shall 
be provided In the fire room running 
through the ventilator If practicable. 
Such ladders are not to be hauled 
taut. They are to be lashed loosely 
at the floor plates. 

<d> Destgns and arrangements for 
means of escape for new vessels. The 
following requirements shall be fol
lowed In the design and installation of 
means of escape or emergency exits: 

(1) The crash panels, escape panels, 
and escape hatches shall be operable 
without the use ot tools. 

<2> All crash panels shall be de
signed and Installed for ready removal 
from either side. 

<S> Crash panels shall have the 
same fire-resistive qualltie.s as the 
door or structure In which they are In
stalled. 

<• > The crash panels, escape panels, 
and escape hatches shall have a mini
mum clear opening of 18" x 18" or 
18" diameter; however, where it can 
be shown that this size opening is un
reasonable or Impracticable, a mini-
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mum clear opening of 16" x 16" or 
16" diameter may be allowed. 

(5) Crash panels shall be of frangi
ble material substantially secured to 
the door or other structure or shall 
be of non-frangible material and so 
installed that the fastenings will give 
way easily when kicked, allowing the 
panel to be removed whole. The 
escape openings shall be free from 
garment entangling projections. The 
crash panel shall be marked with a 
suitable permanent notice placed on 
the side from which it is to serve as 
an exi t. A suggested marking Is: 

EMERGENCY 
CRASH PANEL 

KICK OUT 

<6> All escape panels and escape 
hatches shall be arranged so that they 
may be operated from either side. 
They shall be clearly marked "emer
gency exit". A maul or a short length 
of pipe shall be available to free 
jammed "dogs" where doors and 
hatches are fitted with "dogs." Where 
escape panels and escape hatches are 
so located that there is a possibility of 
cargo, equipment, or stores interfer
Ing with their operation, special care 
shall be taken to guard against such 
Interferences. 

<e> Acceptable means oJ escape or 
emerge7lC7/ exits /or new vessels. As 
one means of escape or emergency 
exit, each of the following will be con
sidered satisfactory. 

(1) A door having a crash panel or 
escape panel. 

(2) A door without a crash panel 01· 
escape panel and with offset hinges so 
arranged that it fits against the face 
of the frame with a bearing surface 
of at least one half inch, and no part 
of the door inside the frame. 

(3) A crash panel or escape panel 
In a bulkhead. 

(4) An entrance opening to a room 
to which no door Is fitted. 

(5) Escape hatch fitted in a deck. 
Necessary ladders, steps, or hand 
grabs to insure quick exit shall be 
fitted In order to reach the escape 
h atch. 

(6) A porthole with a clear opening 
at least 16" in diameter or a window 
of at least 16" by 16" when located in 
a deckhouse and fitted where n eces
sary with steps, band grabs, or lad
ders. Portholes in the shell leading 
directly overboard shall not be con
sidered as a means of escape. 

(7) A skylight that may be easily 
opened at point of exit when fitted 
with a ladder to afford quick exit and 
the passage of a person through the 
skylight will not necessitate the re
moval or cutting of metal screens or 
blackout equipment. Skylights which 
are operated by remote control are 
not considered as satisfactory means 
of exit. 

( f) Means ot escape on existing 
vessels. On all mechanically pro-
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pelled ocean and coastwise passenger, 
cargo and tank vessels which are cer
tificated on or prior to 1 October, 1944, 
the number of means of emergency 
exits prescribed In this section shall 
be complied with, Insofar as condi
tions permit. Such compUance shall 
be made at the time of annual Inspec
tion or at such other times as may be 
appropriate, so as to cause the least 
Interference with the operation of the 
vessel. While It Is not Intended that 
vessels be delayed for non-compli
ance, it is expected that diligent ef
forts will be made to meet this re
Quirement as rapidly as Is possible. 

(g) Administration. When the re
quirements concerning emergency 
escapes have been substantially com
plied with to the satisfaction of Head
quar ters or the District Coast Guard 
Officer of one district, subsequent 
changes or additions shall not be re
quired by the District Coast Guard 
Officer of another district, without 
prior approval by Headquarters (9 
F .R. 5696, May 26, 1944). 

Equipment Approved 
by the Commandant 
BUOYANT CUSHIONS FOR MOTORBOATS 

15" x 15" x 2" Typha filled buoy-. 
ant cushion, type S. T . C. 2. <Dwg. 
No. S. M. B. C. 44, dated 6 April, 1944) , 
approval No. B-221, manufactured by 
Seaway Manufacturing Co., Inc., 213 
N. Peters Street, New Orleans, Loui
siana. <For use on motorboats of 
Classes A, 1, and 2 not carrying pas
sengers for hire, for the duration of 
the National Emergency and six 
months thereafter.) (9 F. R. 4825, 
May 6, 1944.> 

15" x 15" x 2" Typha fllled buoyant 
cushion (Dwg. No. 4644, dated 6 April, 
1944), approval No. B-219, manufac
tured by Atlantic-Pacific Mfg. Corp., 
124 Atlantic Avenue, Brooklyn 2, New 
York. <For use on motorboats of 
Classes A, 1, and 2 not carrying pas
sengers for hire, for the duration of 
the National Emergency and six 
months thereafter.) (9 F. R. 4825, 
May 6, 1944.) 

15" x 15" x 2" Typha filled buoyant 
cushion <Dwg. dated 17 April, 1944, 
and speci1lcation dated 25 March, 
1944>, approval No. B-222, manufac
tured by Acme Products, Inc., 152-156 
Brewery St., New Haven, Connecticut. 
<For use on motorboats of Classes A, 
1, and 2 not carrying passengers for 
hire, for the duration of the National 
Emergency and six months there
after.) <9 F . R. 5288, May 17, 1944.> 

DISENGAGING APPARATUS 
FOR LIFEBOATS 

Rottmer type releasing gear for use 
with 24' x 8' x 3'5" lifeboat <Ar
rangement and Assembly Dwg. No. 
882-1-28 dated 28 April , 1944) <Maxi-

mum working load of 7,650 pounds per 
hook, 15,300 pounds per set> , submit
ted by the Imperial Lifeboat & Davit 
Company, Inc .• Athens, N. Y. <9 F. R. 
5697, May 26, 1944). 

Rottmer Type releasing gear, As
sembly "A" <Arrangement and As
sembly Dwg. No. S82-1-2!, dated 5 
Aprll, 1944> <Maximum working load 
of 6,200 pounds per hook, 12,400 
pounds per set>, submitted by the 
Imperial Lifeboat & Davit Co., Inc., 
Athens, New York (9 F. R. 5077, May 
13, 1944). 

EMERGEN CY FISHING KIT 

Emergency fishing ki t, Model No. 
10, submitted by the Peerless Furni
ture Co., 819 Seventh St.. N. W., 
Washington, D. C. (9 F. R. 5077, May 
13, 1944). 

FI RE EXTINGUISHER 

Model 85 S. 0. S. Fire Guard, one
quart, carbon tetrachloride fire ex
tinguisher <Assembly Dwg. No. BF-
100, dated 8 November 1943) , manu
factured by General Pacific Corp., 
1800 So. Hooper Ave., LOs Angeles, 
Calli. (9 F . R. 4825 May 6, 1944). 

FIRING ATTACHMENT FOR 

LI NE-THROWING GUNS 

Croton Cartridge Firing Attach
ment, Model A (Dwg. No. 013, dated 
17 April, 1944), submitted by the 
Hawley Smith Machinery Company, 
Croton Falls, New York (9 F . R. 4825, 
May 6, 1944> . 

HAND DISTRESS SIGNAL 

Hand distress signal, submitted by 
the B2ar Manufacturing and Chemical 
Co., Inc. , Bear, Delaware (9 F.R . 4825, 
May 6, 1944). 

LIFEBOATS 

16' x 5.5' x 2.3' metallic oar-pro
pelled Ufeboat (121 cu. ft. capacity, .6 
rule> <General Arrangement and Con
struction Dwgs. Nos. 557-A, 557- B, 
and 557-C, dated 10 March, 1944>. for 
use on lakes, bays, sounds and rivers 
<capacity limit, 12 persons all serv
ice~>, constructed by the Boatcraft 
Company, Cor. C1·opsey & 26th Ave., 
Brooklyn, N. Y. <9 F.R. 5697, May 26, 
1944) . 

24' x 8' x 3'8=}4" metallic oar-pro
pelled <Coast Guard built-in- tank 
type) lifeboat (436 cu. ft. gross, s. R. 
capacity) <General Arrangement Owg. 
No. 5U8-935, dated 4 April, 1944), sub
mitted by the Globe American Corp., 
Kokomo, Ind. <9 F .R. 5697, May 26, 
1944). 

24' x 8' x 3'8:Y..'' metallic motor-pro
pelled <Coast Guard built-in-tank 
type lifeboat (436 cu. ft. gross, s. R. 
capacity) <General Anangement Dwg. 
No. 5U8-934, dated 4 Aprll, 1944). sub
mitted by the Globe American Corp., 
Kokomo, Ind. (9 F.R. 5697, May 26, 
1944). 
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24' x 9' x 3'6 ~"metallic motor-pro. 
pelled semi-inclosed Ufeboat <Willy's 
lifeboat> (458 cu. ft. capacity, gross> 
<Construction Plan No. 4), submitted 
by the Pennsylvania Aircraft Syndi
cate Ltd., Wilford Building, Philadel
phia 4, Pa. <9 F.R. 5077, May 13, 1944). 

Aduit kapok lile preserver, Model 
N- 1 <Navy Standard type 23Pl2, with 
oody strap) , approval No. B-218, man
ulactured by H. D. Glhon, Inc., 21 
Muirhead Avenue, Trenton, New Jer
sey. <For general use and not for 
use with rubber lifesaving suits.> (9 
F.R. 4825, May 6, l!i44.) 

LINE-THROWING GUN 

2 '12" Hilyard line-throwing gun 
<Dwg. No. A- 230-A, dated 21 April, 
1944), submitted by the Hilyard Com
pany, Norristown, Pa. (9 F . R. 5288. 
May 17, 1944>. 

SEA ANCHOR 
LI FE FLOAT 

20- and 25-person rectangular 
metal life floats, Type D (Dwg. No. 
1738, revised 18 April, 1944) , manufac
tured by L. A. Young Spring and Wire 
Corp., 900 High Street, Oakland, Cal!f. 
<9 F .R. 5077, May 13, 1944) . 

LIFE PRESERVERS 

Adult kapok Ule preserver, remov
able pads <Dwg. No. 4-3-44, dated 3 
April, 1944), approval No. B-220, man
ufactured by Atlantic-Pacific Manu
facturing Corp., 124 Atlantic Avenue, 
Brooklyn 2, New York. (For general 
use and not for use in conjunction with 
rubber lifesaving suits.> (9 F .R . 4825, 
May 6, 1944.) 

Adult kapok life preserver, Navy 
Type 23J1c <C & R Plan No. 83927 
and 83928, Alts. 2 J anuary, 1934, and 
Navy Specification 23J1c, dated 1 
December, 1936>, a pproval No. B-214, 
manufactured by the Atlantic-Pacific 
Manufacturing Corp., 124 Atlantic 
Avenue, Brooklyn, N.Y. <For general 
use ·and not for use with rubber life
saving s uits.) (9 F. R. 5697, May 26, 
1944.) 

Sea anchor, Type N- 1 CU. S. Coast 
Guard Dwg, No. MMI-562 and speci
fication dated 1 November , 1943>. 
submitted by Neptune Accessories, 190 
Columbia Heights. Brooklyn, N. Y. <9 
F. R. 5697, May 26, 1944). 

APPROVAL WITHDRAWN 

LINE-THROWING GUNS 

LIFE PRESERVER LIGHT 

Life preserver light, Type A- 2050-P 
<Dwg. No. A-2050-P, dated 10 Janu
ary, 1944>, submitted by the Delta 
Electric Company, Marlon, Indiana (9 
F. R. 5077, May 13, 1944) . 

Line-throwing guns, two types, 
manufactured by the Steward Davit 
and Equipment Corporation, New 
York, N. Y. (Originally approved in 
1919.> <Any on board ship in good 
condition may remain in service.) <9 
F. R. 4825, May 6, 1944.) 

ITEMS SUITABLE FOR MERCHANT MARINE USE 

PRESSURE VACUUM RELIEF VALVE 

The Vapor R ecovery Syst~ms Co., 2820 North Alameda 
Street, Compton, Calif., 3 ~-Inch "Varec," Fig. 35A, Set·ial 
No. 18252 <female pipe threaded> all bronze pressure 
vacu\aD relief valve (drawing No. D-543, dated August 27, 
1943); for use with Inflammable e-nd combustible liquids 
of grade A or lower on tank vessels subject to jul'isdictlon of 
the Coast Guard. 

DESALTING KIT 

Permutlt Seawater Desalting Kit, manufactured by The 
Permutit Company, 330 West 42nd Street, New York, 
New York. 

WELDING ELECTRODES 

Harnlschfeger Corporation, Milwaukee, Wis., type F. W. 
electrode for all-position welding. 

ELECTRICAL APPLIANCES 
For the use of Coast G uard personnel In their work of 

Inspecting merchant vessels , the following items of elec
trical equipment h ave been examined. This list is not 
Intended to be an all-Inclusive list of miscellaneous elec
trical equipment; accordingly, items not included may also 
be satisfactory for marine use. 

Manufacturer and description or cqulpmenL 
I Location ap· 

parBlUS lila)' 
be used Date or 

,-..,.---..,. _ action 

a I b c 1 d 
- --------- -1- ,- -,--
Autb Electrical Specialty Co., Inc., New York,~- Y.: 

Xa,•latltlon light supen•lsory_panel, dripproof, 115 
\'Ol£s, A. C., 00 eycl<'.s, drawrng No. 11441, sheets I 

N!~~~i~~~· ~\iiiL.supe·.-.;li,;;,;; ·~;i.i-i'~vliii-<iilliiiic-,.;,, x 1 " I · · 
dripproor, 120 \'Oils , D. C .. CBIBIOg No. OWS, dMlW• 
lng No. 0043A, shccl., 1 nod 2, alt. 3 ................ x x .... .. 

Xa\· lgatlon llghL supervisory panel with dimmers, 

N~ri!:::.t~i:~~~D~~i:;c~~::~~;:::-1 x 1 x 1 x .. . 
drawing No. !IMJA, alt. 5 .............. . ........... x . x ..... . 

a. Po.sscugcr and crow qullrtcrs and public spaces. 
b. Machinery, cargo, and work spaces. 
<. Open decks. 
d. Pump rooms or tAnk vcsseis. 

4/21/~4 

5/3/H 

5/3/44 

5/3/44 

Location op. 
paratus may I 

~1onufocturcr and drscrlptlon or cqu111mcut be used Do~e or 

------------------:-0-~~~~~~= 
De.ndix A vlatioo Corporation, Brookl)•n, N. Y .: 

Electric telegraph lnd1C8tor with rejlly, single race, 
single engine, IG", 116 volt.s A. C. sln~lo phase, 
00 cycles, bulkhead mounted, drawing No. CA l r 
1132-D, ol t. E...... ........... .. .. ...... .. 

Vibrating bell. Navy type B2, 2W'. flush mounted, 
11~ volts ,A. C., 00 C)'cles, single pba..<e, sr>lashproor, 
drawing No. CAL-4013SF, (no alL. No.) __ . x xI x 

\'ibnulog bell, bi~b intensity, watertight, 10". ton~ 
!-J 115 volts, A. C., sln~le phase, 00 cycles, drawing 
NO. OAL-176005-1, OIL, 0 . .... ... . . X X X 

Vibrating bell, Nov~ typo B!.t. splashproor, 2~". 116 
volts, 1>. 0., drawong No. vAL-4014SF. alt. A X X X 

Telegraph power failure alarm unit, tl \'OilS, D. C ., 
drawing No. C A L-711G'lS.S (DO alt. No.) •• • 

BenJamin ~:ll'Clric l\Januracturing Co., Des Plaines, Ill.: 
X X 

Light hi~ fixture with l'l!lleetor, vaporproorc!OO woll s 
mnxlmum, drawln~ No. 223508, Issue No.1 .... x x ¥ 

6/ 10/44 

11/10!~ 

6/ 10/44 

5/10!4~ 

5/10/4~ 

4/21/4•1 
Juncllon hoxrs. cxplo.<lonl>roof, cntolog Nos.: 

i:IOOV, 73/iOC, 7300L, 7300T, 73/iOX.............. .. ...... x 4121/44 
7361V, 73610,7361 1., 7351T, 7361X............... ... ... X 4/21/~ 
73MV, 13M(), 73Ml., 73MT, 73MX ............ x 4/21/44 
73/iOV, 73:>60, i3li6L, i3li6T, i3li6X • .... .. . .. x~ 1 4/21{« 
7300\', 73000, 73001,, 73601', 7300X . ......... 4/21/44 
7361V, 73610,73611,, 7301T, 7361X . ........ 4/21/44 

LiJt!Hing llxturcs, cxploslooproof, drawing No. 
221900, I~~Suc No.7: 

Pendant type, 200 watts 104XImum, catalog No. 
7620........... ......... ... ........... .. ..... X 

CclllngLype,200wattsmaximum,catalORNo.7G2. 1 .. ...... x 
Angle type, 200 watts maximum, catolog No. 7023. ... ... ... x 
Pcndnnt type, 100 wnt ts maximum, catalo~ Nos. 

7001 , 7501,7001 OX, 7601CX, 7001DX, 700111X. ... ... .. x 
PcndnoL type, !60 watts maximum, cnta!OR N08. 

7002,7602, 70020X. 7602CX, 7002BX, 7602BX . ______ .. .t 
Pendant type .200 watts maximum, catalott Nos. 

i003,7603,i003CX/7603CX,i003DX, 7603DX. - ------ X: I 
PendnnL type, 100 wa ts rnoxlmum, catalog NO'!. 

7011(7611, 7011 CX, 75JJOX, 7tl11DX, 7511DX ... __ ___ _ 
Pcndan Lype, 160 watts mn.<lmum. catalog N011. 

7012, 7612, 7612C.X. 7612CX. 7012DX, 7612DX . ....... .. 
Pendant type, 200 watts maxlmum, catalOR Nos. 

7613, 7~13, 7613CX.7613CX, 7GI30X, m3UX . ......... x 
PeodanL type, 100 watt.s maximum, cat.aiOI! Nos. I 

7015,7515, 76150X, 7515CX, 7015DX, 751611X. ... ... •• .t 
Pondnnt type, 100 watts maximum catalo~ NOC'I. 

7616,7616, 76160X[7616CX, 70100X, 7SIOOX. ... ... .. x 
Pendant Lype, 200 wa ts maximum, catalog Nos. 

7617, 7517, 7017CX, 7~17CX, 7617BX, 7617BX . ... __ _ .. .t 
PeodanL type, 100 watts maxlmum, cat.alog Nos. 1 

7629,7529, 7629CX, 7529. ex , 7G2!1DX, 75290X • •.. 
1 
. .. --~ x I 

Pendant type, 160 watts maximum, catalog Nos. 
7030, 7630, 7030CX, 7~X. 7030UX, 7630UX .... , .. . --- X 

a. PBSSCngcr and crew quarters and public spaces. 
b. Machinery, cargo, and work spaces. 
c. Open dew. 
d. Pump rooms or tank \ 'Ulll!ls. 

I/21H~ 
4/21/« 
4/21/ H 

4/21/ 44 

4/21/44 

4/21/« 

4/21/44 

4/21/« 

4/21H4 

4/21/44 

4/21/44 

4/21/~ 

4/21/~~ 

4/21/ 44 
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Location a p
paratus may 

Manufacturer and description or equipment bo Wed Data o.r 

--------------------------------------~~ lb 1 c 1 d ~~ 
Benjamin Electric l\lanufacturing Co. Dos Plaines, lU.

Cont:inued. 
Pto<!ant type, 100 watts maximum, calaiO(I: Nos. 

7633,7533. 7G33CX, 7533CX, 7633BX, 7533BX ...... ...... X 
Pwdant t:Vllf, 1511 watts maximum cataiO(I: Nos. 

7634, 7634, 7634CX, 7534CX, 7634DX, 7634BX... ... ... ... X 
Pwdaot typo, 200 watts maximum catalog N os. 

7635, 7635! 76350X, 76350X, 7635DX,_7635BX ......... ... X 
Magazioo fix ure, watertight, nrawlng N O. 224336, 

Issue No. 2.......... .......... .................. x x x .. . 
Coodi-Lite Corpornllon, New York, N. Y.: 

Berth and desk light ll.rture, type E-14, 25 watts 
maximum, drawing No. K-43-S:IS-1, roY. 3{3/44.. •• x 

Lighting fixtures, 60 watts maximum per outlet, 
drawing No. K~2. rev. 3/3144: 

E:elling Oxture, typo E-13A ................... :... x 
Z-Ligbt Cl'lllog lltture, typo E-130 ................. x 
4-L\ght oolllo~ lbturo, typo E-130................. x 
Bulkhead Oxturo, typo E-13D...... ••••••••••••• •• x 
Mirror and toilet cahlnetlltture, typo E-13........ x 

Ceiling fixtures with reflect«, dmwlog No. K-13-
8:5-2 (DO alt. No.): 

Catalog No. 1740, 60 waus maximum .............. x 
Catalog No. 1740A1 200 watts llliUimum........... x 

Ll!!hlln~ IIJtures ana oonneetlon boxes, drawing No. 
G-43-814-IG (no all. No.): 
Connection box, catalog No. 700-A, watertight ..•• x x x 
Connection box, catalog No. 710-A, water tight .... x x x 
Ceill nll fixture, nonwate.rtlgbt, 60 watts maximum, 

catAlog No. 730-A................................ x 
Ceilln& Oxturo, nonwatertlght, with guard, 60 

watts maximum, cataiO(I: No. 70-A ............ . . 
Galley rao~e exhaust hood lights, vaporproot, draw· 

ing No. ]A(HII4- I (no alt. No.): 
1-llj!bt, catalog N'o. 1782........................ I X 
2-llji:ht, catalog No. 1783......................... X X 
4-IIJlht, C81RIO(I: No. 178-4 ......................... X x 

Ceilinl! fixture, 3 60-watt lamps maximum, catalog 
No. 1737, dmwln!l No. L50-84(H (no all. No.) ..... x 

Lighting Oxtul'C8, 60 watts maximum, dmwlog No. 
014-844-2, rov. 4/4/44: 

Ceiling ll.tturc, catelog No. 600. ................. x 
Bulkhead fixWrP, cata1o11: No. 603................ x 

Cellini' ll.tturc with reflector. 100 watts maximum, 
C818101!: No. 608. dra»inlt No. 044-844-3, rev. 4/5{44. x 

Deck fixture wltb angle refteetoc, 100 watts maxi
mum, cataiO& No. 009. drawing No. 0 44-844-1, 
rev. 4/6/44............. ............................ x 

M irror and desk lights, 60 watts maximum, draw
log ~o. C44-844~ rev. 4(!!44: 

With switch. catalog No. 610 ................... . x 
With switch nod receptacle, caul)og No. 611 .... . x 

Ceiling ll.tture with rellect<l!, 60 watts maximum, 
catalog No. 600, drawing No. 044-644.& (no alt. 
No.) .............................................. x 

Bulkbtad and d4'Ck Ortures, 60 watu maximum, 
drawifll No. C44-844-7, rev. 417/44: 

Bulkhead fixture with guard, catRiog No. 504.... x 
DfCk llxturo witb guard. catAlog No. 606........ x 

Control Instrument Co., Inc .. Brooklyn, N.Y.: 
Salinity Indicator equipment, typo 17, single cell, 

drawings Nos. 22273, nit. O; 22274, alt. O; 20973, 
alt. P ........................................... lC X lC ... 

SailnJty ind.lcator equipment, IYPO 14, IU and 
14B, single oell. dra\\~Og No. 211~ alt. L ._..... X x 

Durkee Marine Producu C«poratloo, ~>taten Island. 
N.Y.: 

1\I~~c:n:e':.~of!.~.~~~~~-~~~~~!:~.~~- X X 
Edwards & Com))4ny, Inc .. Norwalk, Coon.: Vibmtlog 

bcJLct, watertight, 3", 4". 6" and 8" ROng sites, eata· 
log No. 1740ST, dmwlng No. li:Ul7-SE, nit. 1 X X x 

The Kllborn·Saucr Co., 'Falrfteld Conn.: 
Stern light cll'etr lc, drawing No. IIQ0-8-E, alt. L ........ x 
Stern Jigbt, oil, drawln~ No. 1101-8-0, all. 1........ ... ... x 
Maslbead JJ,ht, tl<>ctrlr. drawing No. 1102-M-E, 

alt..!. ................................................... X 
Masthead lljthl, oil, draWinlt No. 1103-M-0., alt. L . ... ... x 
Ran~~:e llrht, tk-ctrlc, drawing No. II~R-E, alt. I.. ... ... x 
Rao:;t> ll~tbt. oil, drawing No. 1103-R- 0, alt. 1. ........ ... x 

a. Passenger a nd crow QUArters and public spaces. 
b. M ach inery, oorgo, and work spaoos. 
c. Open decks . 
d. Pump rooms of tank vessels. 
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4/21/44 

4/21/44 

4/21/44 

6/1/44 

5/3/44 

5(3(44 
5/3/44 
ll/3/44 
5/3/44 
5/3/44 

5/3/44 
5/3/44 

5/3/44 
5/3/44 

5/'J/44 

6/3/44 

5/3/44 
5/3/44 
5/3/44 

5/3/44 

5fJ/44 
5/3/H 

5/3/44 

5/3/44 
5/3/44 

5/3/H 
5/3/44 

4124/44 

6/5/44 
5/5/H 

6/6/44 
fJ/W4.f. 
fJ/6/H 
5/6/H 

Loootloo ap
peratus may 

Manufacturer and description of equipment bo used Date or 
------- action 

------------:1--a ~~.:~~-
The Kilborn-Sa uer Oo., Fairfteld, Cono.-r.oolloued. 

Towing llgbt, eleetrfc, drawtog No. 1102-T-E, alt. 1. • .. x 
Towing ll&ht, on. drawiDit No. 1102-T-0, alt. 1...... . . ... x 
Side lights, electric, drawing No. ttO..E, alt. 1...... . . . .. x 
Side Jightsholl, drawing No. ll().r(), alt. 1 ........... ...... x 
Anchor llg t, oil, drawtng No. 1100-0, alt. 1 ............. .. 
Anchor light, clcctr lc,'drawlog No. 1107- E, alt. 1. ... .... .. 

Maras Manufacturing Co., New York , N.Y.: 1uoctloo 
bor, water tight, drawing No. B-701, chango A ......... x x x 

M urllo M:aoufacturln~t Co., Philadelphia, Pa.: Desk liltbt 
fixturc, double arm typo, oonwatertlgbt, fixture flo. 
895, 100 watts maximum............................... x 

Paragon Electric Co., Chle&io, lU.: Semi-automatic run· 
niog light telltale panel, 115 volts, D. C., drawing 
No. A-259, alt. 0 .. .................................... X X 

Russell & Stoll Co., lne., New York, N.Y.: Telegraph 
key, waterllght, catalog No. 921, dmwiog No. 
D-6440, all. 6................ ................. ......... x x x .. . 

Submarino Signal Oo., B oston, Mass.: .l'atbomcter, 
typo 896A, speclflcnlloo No. 8().46B ............................. .. 

Zlmmeyer CO.. Lo.~ Angelos, Oallt.: 
Running light panel with dlmme111, watertight, 

podestRI mount, drawing No. M~2J, alt. 2/2/H ... x x x 
Running lll!:ht panel witb dimmers, splasbproot, I 

drawing No. M T-22, aU. 2!4/44.................... x x • • 

a. Po.sseoger and crow quarters nod public spaces. 
b. Machinery, cnrgo, and work spaoes. 
c. Open decks. 
d. P ump rooms of tank vessels. 

AFFIDAVITS 

5/5/44 
f>/6/44 
f>/5/44 
5/5/H 
5/5/44 
5/5/44 

4/19/44 

5/15/H 

4/19/H 

4/10/44 

5/4/44 

5/4/44 

It is required by the Marine Engineering Regulations 
that manufacturers submit amdavits before they manu
facture Items of equipment in accordance with these regu
lations for use on vessels subject to Inspection by the Coast 
Guard. These affidavits are kept on flle at Coast Guard 
Headquarters and a list of approved manufacturers is 
published for the information of all parties concerned. 
The a11idavits received and accepted during the period from 
Aprll16 to May 15, 1944, are as follows: 

Brisbane & Co., South Gate, Calif., fabricated steel man
Ifold valves. 

Catawissa Valve & Fittings Co., Catawissa, Pa., forged 
steel unions. 

Glaser Machine & Equipm.ent Co., 1624 AgricUlture 
Street, New Orleans, 19, La. , flanges. 

Ostlind Valve, I nc., 601 N. E. 28th Street, Portland, Oreg., 
fabricated steel valves and fittings, cast Iron and cast 
steel valves and fittings. 

ACCEPTABLE FUSIBLE PLUGS 

The Marine Engineering Regulations require that fusible 
plug manufacturers who desire to have their products 
approved for marine service shall submit samples for test
Ing from each heat to the Commandant, U. S. Coast Guard. 
If the sample fusible plugs pass the test satisfactorily, the 
manufacturer is not1fled and then the plugs may be used 
on vessels subject to inspection by the Coast Guard. For 
the Information of all parties concerned, a list of approved 
heats for manufacturers which have been tested and found 
acceptable during the period from March 16 to May 15, 
1944, are as follows : 

Glasgow Iron Works & Suppl'V Co., 28 West street, New 
York, N. Y., heat No. 468. 

The Lunkenhettner Co., P. 0 . Box 360, Annex Station, 
Cincinnati, 14, Ohio, heat No. 207. 
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Merchant Marine Personnel Statistics 

MERCHANT MARINE LICENSES ISSUED DURING APRIL 1944 

,, DECK OFFICERS 

Oble!Ma~ Second Malo 

r---~----.----~---~---I---~----~---.----7----~----------------------
0ccan I Coast· Oreat D. S. & Rivers Ocean Coas~- Oreal D. S. & Rivers Ocean Coast· Oreal B.S. & Rivers G "1sc Lakes L . wise Labs L. wise Lakea r,, 

-AtlanUo-coasl.-....... . -.. 

1

---: -: ~-~r~ --~; -~~-: j:; ~ -: ~~R -: ~~ =f':~. -: -: ~~1:.~-~-: ~IT' ~ ~k~ ~- =-~~~ ~~--~~ 
Oulr coost.......... ..... 13 14 .. .. 6 .... I .... 6 I 6 14 6 .... 3 .. .. .... .... I .. .. I 71 I .... I .................... .. .. 
Ore1n Lakes and rivers. . .... I .... 2 ~ 39 .... 1 ~ 16 .... ~ .... .... .... 1 .... .... 6 14 .... 1 .............................. .. 
Padtlc coaat ............ 41 39 3 2 .... .... 7 II .... I 61 8 I 2 .... .... 3 9 ........ 103 7 ........................ ...... .. 

Total . ............ iJS,-143 9 ~-~ ,-. 49 - t; ~-114 ,-6 ,-30 -169~-~ ~-6,-13 ,-.... ,-1 ,-5 ,-23 ,-6 1-16 1-200 ~-34 ,-1 ~-2 ,-.... ,-.... ,-.... ,-.... ,-.... ,-.. .. 

REOION . 

Th ird Mate Pilots Masw Mate Totals 

Ocean COMt· l Oreal I B.S. & ~I vera Oreat B.S. & Rivera Unlnapec~ ves- ~--
wise Lakes L . Lakes L. sels hlgb ~ Orlgl- Re-- Orand 

AllanUccoast... ................. ~==~~~ : ~~~:~--~ - ~-~.t.~l -~--~-~-~~~ : -:-~;~~-~== -~- ~ :,;-~:: ~~ .. 
Oulrco&St ................................. . 38 .... ................ ,.... .... .... .... I I I 19 4 8 I .... .... .... 100 73 173 
Oroot Lakes ond rl.-ers.. ............ ........ .... .... .... .... .... .... .... .... .... .... 23 68 6 24 61 26 .... .... 1 .... 05 166 281 
Pac:lOc coast ................................. 122 6 .... .... .... .... .... .... .... .... 3 I 21 ~ 8 6 .... .... . ... .... 373 IH 617 

Total.. ................................ 567 29 :-:-:-:r==:-:r-:-=i=l:-::r:-:·.r-:-::-:r29T67931296r661461-2 i=l-~ 1=11.378 OZij2:305 

RBCION 

ENGINEER OFFICERS 

Chic! eneincer, steam First 8S3lstant engineer, Secoad assistant cngi- I Third a.'l31stant engi· 
sLeam netr, steam ncer. steam 

REGION Ocean I Inland Ocean Inland Oooao Inland I Ocean I Inland 

------------------------~~~~~~~~~~~~~~1~1~1~~~ 
Alina tic IJOI!oSI... ....................................... .. 63 101 4 30 70 24 ...... 5 129 JJ 2 ~ 445 28 I . .... . 
Oult COII.'jt.... . ............ .... .................... . ...... 10 26 ...... 12 22 8 ...... 3 30 JJ ..... • . ..... 19 4 .......... .. 
Orcat Lnkrs and rlrers.............................. ..... ...... 10 13 6.'5 ...... 8 II 40 I 7 11 II .... .. 4 4 . .... . 
Pnc:l.Oc coast.-............................................ 34 42 ...... 8 60 8 ...... 5 02 16 ...... ...... II? 7 ........... . -----------1- --:- -- -- --------

Total............ ................................... gr 179 17 116 157 43 11 I 63 252 1 66 1 13 12 681 43 5 , ...... 

J\f otor vessels 0 oJnspec~ vessels Total 

BI!OION I 
First Secoud Third 

Chief as.•lstant assistant assistant Chic! AMistant 

l-c_n_~t.,..Jo_oo_r_: __ cn_g..,Jn_ccr __ -l--o-n_~l.,..n_oo_r_l·-en_s:..,.ln_ec_r_l--cn-s:_i:-noo __ r _ l-- cn-tr.,..ln_oer_l Orlttinal n~nowal ~~:? 
o n o n o n o n o I n o n 

- ------------------1-- ,___ ---- - ----- -----------
AIInatlc coast....................................... 23 36 7 10 P.l 5 412 I ...... ...... ...... 1,163 26-1 I, -lZI 
Oult coast........................................... 7 16 7 6 6 1 12 ...... ...... ...... ...... 112 87 199 
Oreat Lali:es and rivers. ............................ . 1 II 1 6 ..... 4 ...... 1 ...... ...... ...... 42 162 201 
Paclll~ coast......................................... 10 ~ 5 10 3 I gr 4 ...... ...... I ...... 418 125 643 

r--
Total....................... . ................. 41 88 26 32 10 11 I 521 6 ............ , I ... ... 1,735 638 2,373 

.I 
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ORIGINAL SEAMEN'S DOCUMENTS ISSUED, MONTH OF APRIL 1944 

Region 

Atlantic Coast ••. . .••••••• 
Gulf coast •••••••••••••••• 
Pacific tooast •• ~·········· 
Great Lakes and Rh·ers .. 

Totnl. .............. 

1 Unli mited 
'Unlimited 
• Unlimited 

Conlin· . J · I A. B .• , A. n., A. B.~ I A. D .. I Life· I f;!~t I Q,. l\1. . . 
u'!us CcriJO· A. D., green 9 blue 18 blue 6 blue 6 boat 6-!2 Q. M. E. D. Radto Ccrllfl· Tanker St.ati 
diS· cato .or groon months months monthsl montbsj 12_24 mouths E. D. 6 emer· opera- cato of man ofllcor 

charge ldcnuty 3 years 11 emcr· I 12 cmcr- cmer- mootbs'l 'mer· months~ gcocy tors service 
book I gcncy t lmontbs'l gency • gcncy 'I g~ocy 1 

·~ "'' --;;;---;;;- --;-~--16---- 0- 3, 686 --;; ~ I, 825 --;; 4, 230 --13-~ 
49 669 II 104 7 7 3 462 138 42 237 32 473 30 28 
23 2,584 56 . 33li 66 3 0 1,447 40 124 513 66 1,977 5 46 

2, 365 197 33 55 20 48 0 62 52 70 89 24 2, 1>49 31 8 

--z:sso
1 

s. 542 --m 1. 172 1-~ -----n-
1
--3- 5. 500 -ggo- ---;iS z. 664

1
- 333

1 
9, 229- - -79-

1
-il

1 

• Great lakes, lakes. bays, and sounds 
• Tugs and towboats nod freight vessels u nder 000 tons (misoollancous) 
• 12 months deck or 2~ months other departlncots 
'6 months deck or 12 months other departments 

WAIVERS OF MANNING REQUIREMENTS FROM 1 APRIL TO 30 APRIL 1944 

'l'otal 

li, 3 
2, 29 

05 
2 

263 
00 

7, 
5,6 

63 32,4 

Authority lor these waivers contained in Navigation ancl Vessel Inspection Circular No. 3 1, clatec/ 13 M arch 1943 

Q rn I Wipers or J 

'l'anker- 1 Ordinarr I Deck Engineer Able sea· Ordinary 118 1 · cd coal passers Wipers coal· Ordinary officers olllccrs seamen mom bers or bsUt ted >assc : o 
moo sub· engi no de~ so u I r:s, r seamen, or mco sub- seamen 

Region :-<umber subsli· substi· stituted substi· partmcnt for (Joall- cadets sub- cadets sub- ·~~~·.':" r·~ ....... t 1'otnl or vessels luted for tuted for for deck tuted for substilutcd fled mem· sUtuted for stituted for higher big her omcers able sen· for engineer be"! or en~ioecr deckolllcors 
glnecr of· for radio 

ratings ratings men olllcers eogme oUJcors floors operator 
dept. 

--------- ---
Atlantic coasl ------------ 531 292 1 343 52 QIS 143 66 ......... ~~.! ........ ~-~--------~-1:::::::: : :::1 I, 001 
Gulf coast.. .. _____________ 4i li 15 2 77 9 7 12i 
J>acific coast. . __ ---- ----- - 279 ...... ~~: ..... ~~~- 20 615 66 39 i I 16 .......... I 9S6 
Great Lakes .............. 46 47 ............. ........... 33 .................................. so 

•rotaL . _ ............ -003r -:-4i6f 473 --7-4 1 1,657 1 218 101 1 83 1 10 1 1 I 1 3,09~ 

CREW SHORT AGE REPORTS FROM 1 APRIL TO 30 APRIL 1944 

These reports 5ubmittecl in accord ance with Navigation ancl Vessel Inspection Circular No. 34, elated 1 May 1943 

Region 
Number 
of ,·es

sels Chief 
mate 

Second 
mate 

Ratings in which shortages occurred 

JUidor Abioses- Ordinary First en- Second Junior ~~~~~~ 
:::~~~ man seaman glneor engineer ~~i~~~- engine do· 

partmcm 

Wiper 
or coni· 
passer 

5;~; ~ ~ ! : ::::: :::::C: :::::::• J::::::::: :::::::i: : ::: ::::::3: :: :::::i: :::::;: :: : : :: 
'J'otnL ...................... ------;;----~ ---2 1 ---1-1 ---4-----2 ---4- 31 8 2 

136 U. S.GOVUHKI!NT I'IIINTIHG O"IC!.: 1144 

Total 

15 
I 

10 
6 

38 




