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Memorial to Seamen 

On the afternoon of October 8. 

1949. at Marcus Hook. Pa., on the 
Delaware River, the Sun 011 Co. dedi­
cated'a beautiful memorial to the 141 
seamen Who lost their lives whlle serv­
ing on Sun on t.ankers during World 
Warn. 

With most Impressive ceremonies 
this powerrul business organiZation, 
which geared all or 11.5 resources and 
ability to process gasoline and 011 
products and sailed them to all ports 
of the world In the great war eUorl. 
s topped to pass tribute to the men who 
gave their lives that we as a nation 
might '!lve and be free. Statistics 
show that the percentage of men lost 
In this service was greater than that 
of. any other American organization 
Including the United States Navy. • 

The theme of the exercises was in 
accord with the Psalms: "They that 
gO down to the sea In ships-that do 
business In great waters-these see 
the works of the Lord and His 
wonders In the deep." 

These men are among the great 
hosts of heroes who dedicated their 
lives to the Ideals of freedom and who 
have won the war for this great 
Nation. 

This beautiful ceremony was the 
fi rst or its kind held In the United 
States. It is to be hoped that others 
will rollow this example. It should 

help enthuse all our people to a 
greater appreciation of what America 
stands ror durlns this critical periOd. 

At the same time the exercises were 
held at Marcus Hook. similar cere­
monies were held on the :ships of the 
Sun 011 Co. all over the world. The 
exercises were under the direction of 
J . N. Pew. Jr.. chairman of the board 
of directors of the Sun 011 Co .. a man 
of deep American convictions. 

The United States Navy was repre­
sent.ed by Rear Adm. Roscoe E. 
Schulrmann: the United States CORSt 
Guard by Rear Adm. Halert C. Shep­
heard: the United States Maritime 
Commission by Col. Joseph K. Car­
sons. Jr. 

The dedicatory address was made 
by J _ Howard Pew. who was the head 
of the organIZation during the war. 

The memorial was unveiled by Mrs. 
Joseph N. Pew and everyone was 
deeply touched when she spoke as 
follows: "Before the unvelllng. 
would like to SBy a few words to the 
mothers and next of kin of these brave 
men. This memorial was s tarted by 
the spirit of our gallant boys who died 
that we mJght live. Today. If they 
were here and could speak to you. 
they would say: 'We paid a high price 
ror liberty : enjoy It. serve It. and pro­
tect It.' .. 
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A unlu n TO SUN SEAMEN 

The Sun Seamen's Memorial Is a 
token of esteem by a thankful organ­
Ization In commemoration of those 
heroic men who helped wage the war 
of supply, It is a reminder to those, 
who were their more fortunate ship­
mates, of a task well done. These 
seamen performed a silent, secret Job 
which history will record one day as 
a mlra<-Ie of accomplishment. 

The early monLhs of the war 
brought to public attention a group 
of men to whom Americans had forj many years given little thought-the 
merchant seamen . J ust as the Brit­
Ish Nation Is greatly Indebted to a 
small IlrouP of Royal Air Force flyers 
who fouaht off the German Luftwaffe, 
so we owe much to the few profes­
sional merchant seamen who kept the 
tankers sailing despite the dally tor_ 
pedolngs within slKht of our own 
shores. This was at a time when the 
SUpply lines stretched danllerously 
thin. 

Heroism has asserted itseU particu­
larly within the Amer:lcan merchant 
marine-not only during wars---but 
for more than three centuries of our 
historic Nation. Every generation has 
bum up and retained traditions of 
the h ighest order. The recitation of 
them has made for some of our best 
national literature. Most of the books 
and stories are not of naval cngage­
ments: they are the tales of mer­
chant seamen, of Intrepid owners and 
captains who for lIenerations have 
served In the business of carrying 
commerce over the world. 

In World War n It took the enemy 
submarine to spotlight once more the 
heroism which Is Innate to the Amer_ 
Ican seaman and demonstrate that 
he Is a bold. IngeniOUS. and unselfish 
fe llow. He suflers the same hazards 
01 war as soldiers and sailors and he 
constantly figh ts dramatic balUes 
with seu. Sometimes the seamen 
win. sometimes they lose, but those 
who survive seldom give up the sea.1 Their code Is best expressed by One 
torpedoed seaman who said : "You 
get hurt. You recover. T hen just 
like anybody else. you go back to the 
Job you know best." I After a war there Is always an up­
surge of sympathy and gratitude to­
ward the men of the merchant ma­
rine whose work Is so Indispensable 
for the t rans portaUon of the vital pe­
troleum products to keep our ""'a r In_ 
dustries In operation, our homes 
warm. our Navy at sea, the Air Force 
In the skies, and the Anny In action. 
May this gratitude never cease for 
those who exposed themselves to such 
great hardships and dangers In the 
course of their great service. The ,I Coast Guard Joins you In a salute to 
these absent heroes. 
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Twenty-third Annual Convention of the 


Propeiler Club of the United States and 


The American Merchant Marine Conference 


The American MerCh ant Marine 
Conference. held each year under the 
s ponsorship of the Propeller Club of 
the United States In conjunction with 
Its annual convention, was held at the 
Waldorf-Astoria Hotel. New York. 
N. Y.. October 19 to 21 , 1949. The 
conference constitutes an open forum 
at whIch every branch of American 
maritime activi ty Is represented . 

The Importance of this annual 
gatherin g ls demons trated by the keen 
Interest taken in It by high Govern­
ment omclals, not only those who are 
directly concerned with shipping but 
by all others Indirectly affected. The 
President or the United States each 
year expresses his deep Interest In the 
conference and his appreciation of Its 
Importance by a letter of endorsement 
addressed to the Propeller Club. The 
ftrst American MerChant Marine Con_ 
ference, s ponsored by the Propeller 
Club. was held In 1934 at Savannah, 
Ga. Each :year. the American 
Merchant Marine Conference has 
grown both In attendance and In im­
portance. The panel discussion Idea 
was Introduced In San FranCisco In 
\ 941. Since that date the number of 
panel dIscussions has increased and 
many of the panel sessions Introduced 
this year deal with s pecial Interests 
In line of work In a ll phases of the 
maritime endeavor. 

On OCtober 19 the foll owing panels 
were held : 

(1 ) Legis lation under the auspices 
of the National Federation of Ameri­
can Shipping. 

(2) Maritime Safety under the 
auspices of the Marine Section, Na­
tional Safety Counell, Inc. 

(3) Port development under the 
aUspices of the American Association 
of Port Authorities. 

( 4 ) The Great Lakes under the 
auspices of the Propeller Club. port of 
Detroit. 

15 Theft and pUferage under the 
auspices of the Security Bureau. 
Inc. 

( 6 ) Land transportation and ocean 
terminals In time of war under the 
auspices of the National Defense 
Trans portation Association. 

On October 20 : 
( I ' Welfare of seamen under the 

auspices of the Council o f seamen's 
Agencies. 

(2 , Training and edUcation under 
the auspices of the Propeller Club of 
the United States. 

( 3 ) United States Coast Guard un­
der the aus pices of the United States 
Coast Ouard. 

( 4 ) Users' experiences with Oiesel 
engines, and the future outlook for 
their applications under the auspices 
of Dles~1 Engine Manufacturers 
Association. 

( 5 ) Proper export packing develops 
loreign t rade under the auspices of 
Th~ Export Managers Club. 

16 ) Inland waterways under the 
auspices of the Propeller Club of the 
United States. 

( 7 ) International trade under the 
auspices of Omce of International 
Trade, United States Department of 
COmmerce. 

( 8 ) Forwarders and custom brOk­
ers under the auspices of the J oint 
Committee of f'orelgn Freight For­
warders Association. 

(9 ) Labor under the auspices of 
the American Merchant Marine In· 
stltute. Inc. 

(10) Nationa l defense under the 
auspices of the Department of De_ 
fense. 

On OCtober 21 : 
t I) Marine engineering under th& 

auspices of the Society of Marine 
Port Engineers. New York. N. Y., Inc. 

(2 ) Stevedoring and cargo han­
dling under the auspices of the Na­

tiona} Assoc!aUon of S tevedores. 


( 3 ) Public relations under the aus­
pices of the Propeller Club of the 
United States. 

(41 Master mar iners' responslbU­
lUes under lhe auspices of the Master 
Mariners Guild. 

T he Coast Guard panel th is year 
carefully picked subjects that would 
be of great In terest to the merchant 
marine and all organl~tlons closely 
associated and that a re of particular 
Interest at this Ume. Mr. Robert S. 
Erskine of the Kirlin, Campbell, 
Hickox &: Keating law finn addressed 
the Panel on "Radar Navigation in 
Fog and Rules of the Road." Dr. 
W. O. McKenna, chie f chemist of the 
Bureau 01 Explosives, Association of 
American RaUronds, spoke on "The 
Responsibilities of Shippers of Dan­
gerous Cargo." Mr. James H. Mol­
loy, chief examiner. Uni ted Stales 
Coast Ouard, gave a discussion on 
"Ctvillan Hearlng Examiners, Their 
Duties and Functions with Respect to 
Vessel Operat!olU." Tbese papers 
presented at the Coast Guard Pan(!} 
a re considered to be outstanding In 

,.3 



-
their Individual fields and are re­
printed for the beneftt of the readers 
of the Proceedings. 

RADAR NAVIGATION IN FOG AND 
THE RULES OF THE ROAD I 

Radar was balled as a sure means 
to end all marine disasters in dark­
ness, fog . and thick weather. Prac­
tical ezperience has seemed to Indi_ 
cate that the first promise was over­
optimistic. But radar sWI appears to 
hold the possibility of making good 
that first promise. 5ubJect only to the 
llUman equation Involved In Its use. 
Consequently, during the past 2 years, 
as each of numerous radar disasters 
has occurrerl, shipowners. marine un­
derwriters. admiralty attorneys like 
myselC, and government..al agencies 
sueh as the Coast Ouard have askerl 
the question "WhY?" and have In­
creasingly pondered the problem and 
Its solution. 

I do not profess to have any expert 
knowledge of the subject or to know 
the right solution. The present com­
ments merely reflect Impressions of 
the various phases of the problem 
obtalnerlln my professional investiga­
tions of a considerable number of dis­
Miers In which at least one of the ves­
sels was equipped with radar. To 
bring this paper within reasonable 
IImILs, I will confine my comments to 
that part of the subject relating to 
marine collisions. 

In ILs present stage of development, 
a vessel's radar cannot automatically 
avert dls.aster. It t.s an "eye" to pierce 
darkness. fog, and thick weather, 
and to furniSh to a navigator on the 
bridge a "sight" of objects which 
would otherwise be hidden from him. 
The navigator must then act upon the 
Information so received, and H he errs 
In the action taken he nulHfl.es the 
beneftt of the Information which 
radar has given him. In consider­
Ing this question of the human equa­
tion Involved In the use of radar, It Is 
my Impression that there are two prl­
mary causes for the crrors which have 
heretofore spoiled the perfect accom­
plishment of radar's promise. 

A navigator, s tanding on the bridge 
of his vessel In clear weather, and 
watching the horizon from beam to 
beam across the bow, is observing a 
scene which covers an arc of 180· 
and Includes any vessels or other 
objects wlthln a radius of 5 to 10 miles. 
Prom past experience he is accus­
tomed to evaluating the details of that. 
picture spread over so large a canvas, 
and has learned to Interpret accur_ 

I Paper delh'e~ by Mr. Rober\. S. En.­
kine. K irlin . Campbell . Hlell.oll &. Keallng, 
New York. N. Y . 
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ately what he sees wlLh his own eyes. 
But the radar-scope, or "screen ," con­
denses that picture upon a dial only 
a few Inches In diameter, and many 
navigators have not yet learned to 
t ranslate from that condensation a 
mental perception of the same picture 
as they would have seen It by the 
human eye In clear weather. That 
cause of error Is an operational dl.f!l.­
cult)' which can presumably be over­
come by proper training and experi­
ence. 

The second and more serious cause 
of error, as I think, arlses from the 
fact that radar, to a degree far be­
yond any earlier SCientific develop­
ment, has thrown upon navigators 
the necessity of forming their Indi­
vidual Interpretations ot the proper 
application of radar Information to 
the Rules of the Road. And up to 
the present time no speclfl.c official In­
structlons have been Issued to aid 
them In solving the problem. The 
International Conference at London 
In 1948. after consideration of this 
subject, declined to make any re1er­
ence to radar In Its proposed reviSion 
of the Rules of the Road. In an effort 
to cover Its retreat. the conference 
appenderl to its report Its "opinion" 
that the possession of radar "In no 
way relieves the master ot a ship from 
his obligation strictly to observe the 
requirements laid down In the Inter­
national Regulations ror preventing 
collisions at sea . and In particular, 
the obligations contained In articles 
15 and 16 of those reiulatlons." And 
the conference then added Its recom­
mendation that "Governments should 
call the attention of masters and om­
cers to t.his opinion." Notices coucherl 
In the language of the conference's 
"opin ion" have been Issued by ship­
owners to their navigators and have 
been broadcast In the official publica­
tions of the Coast Ouard. The trouble 
Is that In the absence of some further 
explicit statement, which can only 
come from some omclal source, the 
"opinion " which the International 
conference expressed furnishes no 
answer to the problem which con­
fronts the Individual navigator. It 
merely adds to his perplexity by call_ 
Ing his attention particularly to ar_ 
Ucles 15 and 16, and leaving him to 
make his own decision as to what is 
or is not. compliance with the rules 
when his vessel Is equipped with radar. 

Article 16 of the eXisting rules has 
been written InlO the 1948 reVision In 
exactly the same language, so far as 
the material portions are concerned. 
That Is the all-Important fog rule, 
containing the two requirements of 
moderate speed and stopping the en­
gines upon hearing a fog signal for­
ward of the beam. The first of those 

requirements Is expressed In the fol­
lowing language : 

"Every vessel shall , In 
fog . go at a. moderate speed. having 
careful regard to the existing circum­
stances and conditions." 

On that wording. a navigator can 
hardly be accused of faulty mental 
process If he thinks that his posses­
sion of radar and the Information 
which It furnishes Is an "existing cir­
cumstance and condition" of the case. 
and that, In the light of his radar In­
formation, a speed may be sufficiently 
moderate to comply with the rule even 
though greater than t he speed to 
which a vessel wlthou~ radar would 
be limited. To some extent he may 
feel s trengthened In that conclusion 
by remembering tha~ radar was origl­
naJJy publicized as an aid to greater 
speed In fog and thick weather. 

The second requirement of article 
161s staterlln the follOwing language: 

"A steam vessel hearing, apparently 
forward of her beam, the fog signal of 
a vessel the position of which is nol 
ascertained shall. so far as the elr­
cumstances of the case admit, stop 
her engines, and then navigate with 
caution until danger of collision Is 
over." 

On that wording, a navigator who 
has a radar" slght" of a vessel forward 
of his beam before or at the Ume when 
that vessel's fog signal Is ftrst heard, 
and thereby knows her bearing and 
distance. may think that her poSition 
Is ascertained. and that he need not 
stop his engines. 

But there Is another phase of the 
problem. The present Rules of the 
Road were framerl and adoplerl by In­
ternational agreement more than 50 
years ago. Since then. the admiralty 
courts, particularly in the United 
States and England. have Impressed 
upon the wording Interpretations and 
definlt.lons which have become so 
widely known and accepterl that they 
constitute, In etfect, International law. 
Therefore, when reference Is made to 
the "requirements of the existing 
rules," Is that reference only to the 
bare wording of the rules, or does It 
Include the "requirements" which 
have been written In by the courts? 
The courts have Impressed upon the 
wording of article 16 the requirement 
that moderate speed In fog shall be a 
speed which will enable a vessel to 
stop her headway and aVOid coUislon 
within the distance at which an ap­
proaching vessel can be visually seen, 
assuming. of course, that the ap_ 
proaching vessel Is exercising the 
same cauLlon; and the courts, recog­
nizing the imposslblllt.y of ascertain­
Ing the position ot another vessel from 
the sound of her first fog signal. have 
Impressed upon the second sentence 
of Ilrtlcle 16 what Is In elltet a manda-
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tory requirement that the engines be 
stopped Immediately upon hearing the 
{ Oil' signal of the appt"Oachlng vessel. 
Obviously. such specll'ic measurements 
of fog navigation were fonnulated 
long before rad.ar was known. Are 
they stili a part ot the "requirements" 
of the existing rules? 

And If the "requirements" or the 
exlsUng rules Include the definitions 
which the courts have Impressed upon 
their wording, radar raises some ad­
dlUonal questions. 

As the second sentence of article 
16 with respect to stopping the en­
gines was written at a time when the 
sound of a fog signal furn ished the 
only Information. It was obvioUSly In_ 
tended that. the engines should be 
s topped Immediately upon knowing of 
lhe presence of another vessellorward 
of the beam. Should that Intent now 
be construed to apply to the first. 
knowledge of the presence of a vessel 
forward of the beam . which may be 
obtained by radar long before her fog
Signal can be heard? 

Again. article 15 provides for sig­
nals to be sounded in log and thick 
weather. Article 28 provides lor "rud­
der signals" to Indicate alteraUons of , course, but only "Vi'hen vessels a re In 
sight of one another." The courts. In 
Inlerpretln&, those provisions. long be­
lore the discovery of radar. frowned 
upon an alteration of course In fog or 
thick weather when t.he presence of 
another vessel Is known, before both 
vessels Rre In sight of each other. To 
what utent does a radar "sight" atrect 
the present rules In those respects? 
There may arlse situations In which 
radar Information will disclose the 
advisability of altering course to avoid 
collision before the vessels are visually 
in s ight of cach other. and 1f an 
alteration Is made a "rudder signal" 
announcing It mlgM be of Invaluable 
help to the Rpproachlng vessel. partlc­
u]arly IC she Is not equipped with 
radar. 

Again. the signals prescribed by 
article 15 speclficaUy relate to vessels 
"In fog, mist. etc.... but the courts have 
long Impressed upon the rUle the "re­
quirement" that log slgna]s shall be 
sounded by vessels which, although 
not actUally "In fog ," are skirting or 
approaching a fogbank . Is Lhat "re­
quirement" of the existing rules af­
fected by the possession of radar? 

Those questions are lurther com· 
pllcated It It be remembered that 
there are still many vessels on the 
high seas which are not equipped with 
radar. Perhaps, human nature being 
what It is, radar colJlslons will con_ 
tJnue in any event, but It Is my humble 
opinion that they would be lessened 
greatly. II not eliminated. by omclaJ 
answers to these questions In such a 
form that navigators would no 10nKer 
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be confronted with the present uJ\­
certainties. 

I have used the phrase "omclRl m­
structlons" to Indicate the suggestiun 
that any Instructions to navigators on 
this subject must be given with gov­
ernmental authority. Por obvious 
reasons, Ins tructions cannot be given 
by private shipowners or their ad­
miral ty attorneys. 

I have reason to believe that at least 
some of our English friends feel that 
this problem Of proper navigation In 
fog when a vessel Is equipped with 
radar can u]Umate]Y be solved only 
by decisions of the courts whiCh must 
develop out of some lengthy period of 
"trial and error," during which fur­
ther loss of life and property must be 
anticipated. ( suggest that In th1s 
enlightened age there should b:: some 
speedier and more e1Hclent means of 
dealing with the problem. 

The Coast Guard is now vested willi 
statutOry authority over the merchant 
marino of the United States. U has 
authority to formulate and enforce 
regulations for the promotion or 
safety of life and property on the 
high seas. and. as a. part of that au­
thority, It has the responsibility of 
InVestigating marine disasters and 
disciplining the personnel of the mer­
chant marine. Consequently. this 
radar problem would seem to be dis_ 
tinctly a problem for the Coast Guard. 
Indeed , untl] the present uncertain­
ties have been cleared away. It would 
seem t.hat the Coast Guard must find 
Itse]f upon the horns of a dilemma. 
Inevll.a.bly a radar collision In fog will 
occur ( If It has not already occurred) 
In which the Coast Guard. when In­
vestigating the proprlety of the navi­
gation involved and. determining 
whet.hcr to discipline the vessel's li­
censed omcers. will be forced to adopt 
one of two alternative views, either 
that the old requirements of the ex_ 
Isting rules. as defined by the courts, 
apply alike to aU vessels with or with­
out radar. or that somc departure 
theretrom is Justified by proper use 
of radar equipment. If the Hrst of 
those alternatives Is believed to be the 
correct answer to the problem. It 
would seem that the Coast Guard 
could Is.~ue to the licensed personnel 
of our merchant marine Instructions 
couched In such specJ.tl.c terms as to 
leave no uncertainty; and U the Coast 
Guard were to take oMClal actton 
along those lines It could hardly be 
accused of altering any of the re­
quirements under the existing rules. 
That approach to the problem may 
have all the more justification if It 
Is found to represent the view which 
the 1948 conference Intended to ex­
press In the "opinion" which It ap­
pended to its report. On the other 
hand, If there be any prevailing opln_ 

Ion t.hat the possession and praper 
use of radar equipment should jus· 
tUy some departure fram the old in­
terpretations of the requirements of 
the existing rules, then the Individual 
navigators will sWI be left without any 
omclal Instructions as to the possible 
extent or limit of any such modlfl.­
cation. If t.hat be the sltnaLion. and 
II there can be no unilateral clarify­
Ing actioD by the United States, this 
radar problem may be deemetl sum. 
clent!y serious to call for another In­
ternational conference at fln early 
date. In the search for a proper solu­
tion. 

THE RESPONSIBILITIES OF SHIPPERS 
OF DANGEROUS CARGO ' 

The Interstate Commerce Commis­
sion by act of Congress Is charged 
with the duty of promulgating regu­
]atlons to govern the transportation 
of certa.ln dangerous articles by land. 
The classes of such articles. which are 
subject to the authority of the Com­
mission. are defined specifically In the 
act which requires the Commission to 
formulate the transportation regula­
tions. Similarly, the Treasury De­
partment. through the United States 
Coast Quard, Is charged with the re­
sponsibility of writing regulations to 
govern the carriage of danserous car­
go In marine transportation. More 
recently. authority has been delegated 
to the Civil Aeronautics Board to for ­
mulate regulations coverlng the 
transportation of dangerous cargo by 
air. Since the characteristics of 
many dangerous articles are such that 
the means and conditions of transpor­
tation are equally as significant fac­
tors as the chemical and physical na­
ture of the dangerous goods, It Is of 
ut-most Importance that the formu]a­
tlon and administration of these va­
rious regulations be entrusted to ex­
perts In that particular Held which Is 
employed. 

The Transportation of Explosives 
Act, now known as the explosives and 
Combustlb]es Act, title 18. United 
States Code. sections 831 to 835. In­
c]uslve. delegates power to the Inter­
stale Commerce Commission to pre­
scribe regulations governln; the safe 
transportation of dangerous articles 
which are binding on all common 
carriers by land engaged In Interstate 
commerce and upon all shippers ten­
derln&, dangerous artlc]es to such 
carriers for transportation. 

Section 835 provides that the regu­
lations prescribed by the Interstate 
Commerce Commission shall also be 
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binding upon all shippers tendering 
dangerous articles to common carriers 
engaged In Interstate or foreign 
commerce by water. At first glance, 
this appears to be a rather unique pro­
vision of the statute: but when one 
considers that the bulk of water-borne 
tramc is dependent on rail or motor 
movement to the port, the need for 
uniformity In requirements to carry 
out the congressional Intent-to fos ­
ter and develop commerce- is appar­
ent. Water-borne commerce hardly 
could be carried on economically 
should shippers be compelled to re­
package, remark, and relabel ship­
ments at ports because of a diversity 
In the requirements for land and 
water transportation. Complete 
speclftcations for shipping containers 
are a part, only, of the Interstate 
Commerce Commission Regulations. 

Section 4472, title 46 of the United 
States Code vests In the United States 
Coast Guard the power to rormulate 
regulations for the sate transporta­
tion of dangerous cargo by water and 
provides that the Coast Guard shall 
adopt the regulations prescribed by 
the Interstate Commerce Commission 
applicable to shippers tendering such 
cargo to common carriers by water. 
In addition, the statute requlres the 
Coast Guard to prescribe regulations 
for vessels other than common car­
riers-that Is, private or contract car­
riers. Bulk transportation of com­
modities such as gasoline and petro_ 
leum products have been held to be 
private or other than common car­
riers. Thus the safety regulation of 
such transportation Is exclusively un­
der t he jurisdiction of the United 
States Coast Guard. 

Under both the Explosives and 
Combustibles Act administered by the 
Interstate Commerce Commission 
and under title 46 of the United States 
Code administered by the Coast 
Guard. shippers are responsible for 
and, in general, are required to: 

( I) Inform the carrier (rail, motor, 
or water) of the true and Inherent 
nature of the dangerous commodity 
tendered for transportation, and 

(2 1 Package, mark, label, and cer­
tify that such dangerous articles are 
in conformity with the regulations es­
tablished for their transportation. 

Both the regulations of the United 
States Coast Guard and the Inter­
state Commerce Commission require 
that bills of lading and shipping 
papers must employ the nomenclature 
for the articles shipped as shown in 
the commodity Index In the regula­
tions. 

The laws which require that certain 
conditions be fulfilled when hazardous 
goods are transported by common 
carrier also provide severe penalties 
for failure to comply with the reqUlre­

ments of the law knowingly. These 
regulation!'; and penalties are applica­
ble to both shipper and carrier. The 
regulations place squarely upon the 
shipper the responsibility to declare 
the hazardous nature of his shipment 
and to package and mark the ship­
ment In accordance with the pub­
lished regulations which are applica­
ble to the shipper. The regulations 
place on the carrier the responsibility 
to handle, stow, and carry the danger­
ous shipments In the manner that Is 
provided In those parts of the pub_ 
lished regulations which are applica­
ble to the carrier. However, the oc­
casions are very rare and Infrequent 
Indeed when It Is necessary to recom­
mend that a penalty be Invoked on a 
shipper for willful violation of the 
regulations. With a few minor ex­
ceptions, this is also true of the 
carriers. 

It Is a source of satisfaction that 
laws such as the transportation regu­
lations which are so continuously In 
use by such a large number of people 
and which provide such specific pen­
alties can be administered success­
fully without resort frequently to In­
voking these penalties. This poliCy 
of administration Is made possible by 
the splendid spi rit of cooperation 
among the United States Coast 
Guard. the Interstate Commerce 
Commission. the shippers, and the 
carriers. The fact that the shippers 
accept their responslbillties willingly 
and discharge these responsibilities 
with whole-hearted cooperation with 
the carriers Is of Inestimable Im­
portance as a factor In realiZing a 
record of safe transportation. 

There Is no question of the lessen­
ing of potential hazards: the volume 
of such goods and the degree of haz­
ard InVOlved is greater now than at 
any time in history. During the few 
months period of the Battle of the 
Bulge the volume of explosives trans­
ported across and from this continent 
was greater than the amount or ex­
plosives handled during the enUre 
duration of World War I. The record 
is not pertect. the human element 
cannot be entirely eliminated and a 
perfect record Is beyond the realm of 
Imagination. 

A brief review ot the origin and 
history of the regulations will provide 
some explanation of the manner In 
wh.lch all concerned cooperate to 
successfully accomplish the objectives 
of the regulations. Prior to 1908 
there were no speclftc regulations In 
this country to govern the transpor_ 
tation of dangerous goods. SeriOUS 
accidents Involving loss of life and tre­
mendous monetary losses were not too 
Infrequent. The situation obviously 
became so serioUS that the need for 
such regulations became Imperative. 

In OCtober 1906, It was decided to 
establish a central agency to under­
take this work and so the Bureau for 
the Safe Transportation of Explo­
sives and OLher Dangerous Articles 
came Into being. The Bureau ex_ 
plored this whole matter by field work, 
scientifi c labol'atory tcsts, and con­
ducted frequent conferences with the. 
shi ppers and carriers with the result 
that a Federal law was passed ftnally 
and became effective May 30, 19n8. 
The Bureau of Explosives still acts In 
an advisory capacity to the United 
States Coast Guard, the Interstate 
Commerce Commission and the Civil 
Aeronautics Board and Is an Im_ 
portant agency In keeping shippers 
and carriers Informed of their re­
sponSibility. 

The policy of conference and con_ 
sultation with shippers and carriers 
has been pursued consistently when 
changes in the regulations are con­
sidered. When It became necessary 
to formulate a set ot regulations to 
govern marine transportation of 
dangerous goods with relation to the 
conditions that are peculiar to that 
form of transportation, the Coast 
Guard used the same methods or In­
vestigation and consultation with the 
shippen;, the shipping companies, and 
the loading companies. Still more 
recenUy the same method of proce­
dure was adopted by the Civil Aero­
nautics Board In regard to the air reg­
ulations. In brief, here are regula_ 
tions that are written In collaboration 
with the parties concerned and wi th 
due weight given to their expert 
opinion: all interests concerned were 
brought Into consultation and discus­
Sion when the regulations were writ­
ten originally and are consulted con­
sistently when any changes are con­
Sidered. 

The regulations governing the 
movement of dangerous goods by 
common carriers are not static-the 
regulations are In a relatively con­
tinual state of ftux. As ncw products 
are developed, new proces..<;es evolved 
and new conditions arise, the regula­
tions may be altered to provide Cor 
these new conditions. However, 
changes are made only after thorough 
investigation and discussion has 
shown a need for thc proposed 
changes and also that the changes 
can be c1Iected with the assurance 
ot a reasonable dcgree of safety. 

The actual mechaniCS by which 
new proposals are Investigated and 
discussed are quite well established 
and have the complete endorsement 
of the shi ppers and the carriers. The 
Bureau of Explosives acts as a central 
clearinghouse to make preliminary 
Investigations and studies of the pro­
posed changes and then brings all In­
terested parties together for discus_ 
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sion and sUgiesUOD. Thi.!i 15 accom­
plished through conferences with in­
dividual shippers, and carriers. and 
by conference and consultation with 
the various technical trade associa­
tions, such as the Manufacturing 
Chemists' AssoclatJon, theCornpressed 
Oas Association, the Institute of 
Ma kers of Explosives, the Chlorine In­
st itute, !.he package aDd equipment 
makers. etc. After proposals for reg_ 
ulation changes have been Investi­
gated through these channels and 
agreement reached that the proposals 
are reasonable and necessary, the Bu­
reau submits these proposals to the 
Interstate Commerce Commission for 
final consideration. The proposed 
changes are docketed publicly for a 
period by the Interstate COmmerce 
Commission. during whlchper10d any­
ODe has privilege of commen t" When 
t.hJ.5 period of public Dotlce has elapsed 
and 11 serious objections are not rued. 
the Interstate Commerce Commlss1on 
approves the changes and makes them 
a part of Its regulations and given 
the force of law. It Is extremely un­
usual tha t serious obJecUons a re flied 
and almost Invariably minor differ­
ences can be adjusted without resort 
to a public hearing for which the 
reJulations make provlslon. When 
such changes are Incorporated into 
the regulations, It becomes the legal 
responsibility or the shippers and car­
riers to observe those regulations In 
detail. By this method of procedure 
provlslons can be made for the trans­
portation of any new commodity In 
a reasonable minimum of time and 
with the least possible delay to move­
ment of the commodity In commerce. 
The usual practice Is t.o submit these 
proposals to the Interstate Com­
merce Commission lour Urnes a year. 
In cases of extreme necessity, t here 
ls provis ion for a temporary author­
tty to ship which can be arranged 
even more qUickly. A 50mewhat s1m­
liar procedure Is followed by the 
United States Coast Guard and the 
Civil Aeronautics Board. 

, 

Regulations for movement of all 
types of dangerous goods obviously 
cannot be enti rely the same for aU 
types of transportation. The charac­
teris tics of many articles are such 
that the h azards are, In part. a func­
tion of the conditions prevailing In 
the type of transportation used to 
move the goods. The radioactive ma­
terials, which recently have been made 
subject to the regulations, are a typi_ 
cal and vivid example of dangerous 
goods Which requIre dIfferent rules for 
transportation consistent with the 
medium employed. The hazard of 
these materials Is a function of the 
time In t ransit and proximity of stow­
age to personnel and to other lading. 
Some dangerous goods may be pack­
aged and handled In land transporta-
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tlon safety under certain conditions, 
but require somewh at dHferent han­
dUng In marine transportation due to 
probable length or time in transit and 
due to the dl1Jerence In condi tions 
existing In marine and land transpor_ 
tation. 

Recently, considerable trouble de­
veloped In marine t ransportation of a 
chemical that had an enti rely clear 
record In rail transportation. I t was 
a reasonable assumption that the con­
dItions in marine movement were 
such as to cause trouble with the 
chemical that was not being realized 
In condItions eXisting In rail move­
ment. The Bureau of ExplosIves 
conducted a thorough detailed Inves­
tigation of the peculiarIties of the 
chemical which resulted In recom­
mending spee1aJ conditions of han­
dling and s towage for the chemlc8.I on 
shipboard. 

The Bureau depends on 10011' ex­
perience and knowledge of dangerous 
goods as a basis for recommendations 
of packaging and stowing tif goods 
with regard to the probable conditions 
existing during transit. The char­
acteristics ot the commodities are 
studied from a purely sclenUflc ap­
proach and this scientific da ta ls cor­
related with a ll available practical 
knowledge and experience. 

The Bureau and the administrative 
agencies maintain a corps of field. men 
whose duties Involve continua l con ­
tact wlt.b shippers and transportation 
employees to educate new personnel 
and to keep others Informed as to 
changes as the,. are promulgated Into 
regulations . I t is also the function of 
these men to establ ish contact with 
new shippers and with shippers of 
new commodIties to Insure that such 
shippers are Informed of the require­
ments of the regulations and that 
they are cognizant of their res ponsl­
blllties under these regulations. 
These men Investigate all transpor­
tation Incidents where there Is a p0s­
sible misunderstanding or violation of 
the rcgulatlons and they take such 
measures as are required to correct 
Improper conditions and prevent 
recurrences. 

The Bureau of EXplosives maintains 
a container speclfication department 
which shippers and carriers may con­
sult for expert opinion and ad.vice as 
to the proper and emclent containers 
for use In movement of all dangerous 
goods. This department also main­
tains a record of the origin and bls­
tory of some specification equipment. 
The BUreau maintains a chemical 
laboratory and. a specialized labora­
tory s tarr to conduct Investigation Into 
the characteristics of dangerous goods 
and. to assist and advise the shippers 
and carriers with Inlormation rela­
tive to this phase of dangerous goods. 
The laboratory investigates reported 

Instances of tires, (allures of contain­
e rs, etc.• which may be a result of the 
chemiCal characteristics of the com­
modities or contalnus Involved. The 
Bureau also maintains a statistical 
department which keeps records of all 
Instances of accidents. failure of 
equipment. etc. 

Commerce and trade a re the life­
blood of the economy of all nations. 
Their welfare, prosperity, and eco­
nomic health s pring from and are 
dependent upon the freed om of com­
m erce. It Is the prime purpose ot ad­
ministrative agencies such as the 
United States Coast Guard, the Inter­
s tate Commerce CommisSion , and the 
Civil Aeronautics Board to foster. pro­
tect, encourage, a nd develop the com­
merce of the Nation. The ultimate 
purpose and objective of regulatory 
measures as contemplated under the 
statutes Is to safeguard the trans_ 
portation of dangerous goods so that 
they may be transported freely and 
uninterruptedly and In accordance 
with the best known methods that 
can be devised to promote safety In 
transportation. Regulations are d.e­
signed to protect carriers, employees, 
and the public In general from unwar­
ranted risks that may be encountered 
In th e absence of proper and reason­
able requirements established to pro­
tect them. It Is the obligation and. 
responsibility of aU shippers to ob­
serve the conditions as d.eftned In 
these regulations so that the congres­
sional Intent may be realized. There 
are now pending several suits In the 
Pedcral courts Involving the Texas 
City disaster which. It a ppears, In. 
volve primarily a question of proper 
notice to the vessel under the regula­
tions and the statute. Those cases 
undoubtedly will shed much light on 
the particular responsibilities and ob­
ligations of shippers. 

CIVILIAN HEARING EXAMINERS ' 

The ir Duties ond Function s W ith 
Res ped to Vessel Operotion s 

A primary objective with respect to 
the operation of a ll vessels Is the 
safety or both m e and property. This 
incidentally includ.es not only pas­
sengers and cargo but the ship Us elf 
and. the lives of t he seafarers who 
man It. rrom the m aster down to the 
lowliest hand. The United states 
COast Guard Is charged. by statutory 
mandate. with the duty of seeing to 
it that such lives and property are 
protected and. to that end, iruofar as 
It Is h umanly possible, to require the 
maintenance of a high s tandard of 
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emclency and morale on shipboard for 
the common good of those who own or 
operate vessels, cargo shippers, and 
pas.sengers. as well as those seafarer, 
who go down to the sea in ships. 

The job Is rather a vast. and com· 
pllcated one depending upon broadJy, 
firs t, the seaworthiness of the cran: 
second, the nature of and manner of 
st.owage of cargo and subsequent. at· 
lcntlon thereto: and thirdly, probably 
the most important, the competency. 
attention to duty. the physical con· 
dltlon, and the good conduct of every 
man In the ship's company, Including 
the master. I t is with this latter 
category that the hearing examiners 
are almost wholly concerned . 

The civilian hearing examiners. 
oMclally speaking, constitute a brand 
new oJnce In the maritime world. 
They. as well as the examiners In 
pracLically all or the other admlnls· 
trative agencies of the Government, 
are products of the Administrative 
Procedure Act, section 11 thereof, 
enacted as amended In the latter part 
of 1946. after some 10 years of thor· 
ough deliberation and evolution. 
5e(:Uon 12 of that act, however , pro· 
vlded that section 1.1 providing for 
this selection Of hearing examiners 
should not become effective until 
I year after the approval of the 
act. which , together with faUure to 
appropriate funds 1.0 facllILate th iS 
program, served 1.0 prevent the actual 
functioning of civilian hearing exam· 
Iners In connection with the Coast 
Guard with respect to vessel person. 
nel until November of 1948. 

A bit of histor ical review may serve 
to Indicate the present development 
and autonomous status of the hearing 
examiners In the maritime field as an 
agency arm of the United Stales Coast 
Guard engaged In the en forcement of 
thc laws of the United States with 
respect to vessels generally. Many of 
)-"Ou will recall that originally we had 
a separate Bureau of Navigation ere. 
ated In 1884, as well as a separate 
St.eamboat Inspection Service, which 
were consolidated by an act In 1932 
to form a new bureau known as the 
Bureau of Navigation and Steamboat 
Inspection. which was la ter changed 
by Jaw In 1936 to t he Bureau of Ma. 
rlne Inspection and Navigation . 
The chief of this Bureau was known as 
the "Director", he being the des ignee 
of the Secretary oC Commerce. under 
which Department the entire Bureau 
functioned. Some, perhaps many of 
you, will recall. happily or unhappl1y 
as the case may be, that under such 
5et-up the Boards oC Local InspecLOrs, 
as well as the Board of Supervising 
Inspectors, were to all practical In· 
tents and pUrposes the lords of aJi 
they surveyed, especially during that 
period when their decisions wel'e final. 
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particularly with respect to the Issu. 
lng, sUSJ)Cnslon and revocation of tick· 
ets. Later, even though their dispo­
sitions were recommendatory and 
had to be confirmed by the Director, 
they were nonetheless formidable 
and awe·lnsplrlng gentlemen whose 
dangling of the Damoclean sword cast 
more fear Into the hearts of seafarers 
than did hal[ a lifetime of constant 
battling wlt,h the "foarln ' forties." 

As you aU know, the United States 
Coast Guard. founded In 1790, was 
orlginaliy the United Slates Revenue 
Marine. later United StMes Revenue 
Cutter Service, the oldest seagoing en­
forcement agency or the Govern· 
ment. In time It was consolidated 
with the United States Lifesaving 
Service. but It was not until Reor· 
ganization Plan No. 3 of 1946 (which 
continued on a permanent basis the 
similar temporary transfer of rune· 
tlons made dUring Worid War II by 
Executive Order No. 9083. February 
28. 1942~ 7 .F'. R. 1069) that Its pres· 
ent-day multitude of functions and 
duties became an inherent part of the 
Coast Guard , IlS an arm of the Treas. 
ury Depar tment In peacetime and 
serving as an arm of the Navy In time 
of conflict. 

As I have earlier ind icated, 1m · 
portant among those duties. with 
which the civilian hearing examiners 
are chiefly concerned. Is the mainte· 
nance of discipline. morale. a high 
degree of competency, attention to 
duty, and conduct In the over-ali In· 
terests of everyone concerned for the 
perpetuation of a ftrml y established 
American merchant marine. 

During and post World War II t he 
Coast Guard set UP a system to han. 
die such problems to the best of Its 
ability. In so doing It obviously had 
to use Its officer personnel as Invest!· 
gators, examlnJng oMcers (then com ­
parable to the present Investigating 
officer) and hearing officers. the trier 
of the fact.s <then comparable to a 
judicial officer, but now superseded by 
civilian hearing examiners 1. Then 
standing in the shoes of both prose· 
cutor and Judicial trier of the facts 
(although right to repl"csentallon by 
counsel and other constitutional guar­
anties were preserved. Including a p­
peal to the Commandant) the Coast 
Guard naturally received the brunt, 
largely undeserved. It Is believed, of 
prejudicial criticism from seafarers, 
generally, who resented the Imposl· 
tlon of d iscipline via suspension of 
their licenses or merchant mariner 's 
documents pursuant to findings Indl· 
catlng their responsibility In connec· 
tlon with casualties, collision, or mls· 
conduct while serving pursuant to the 
authority of their Issued license or 
merchant marlner's document. 

Such was the condition of affairs 
when at long last the AdmInIstrative 
ProcedUre Act was delivered. (rom Its 
more than 10 years embryonic de_ 
velopment and was born In late 1946. 
The Coast Guard continued Its prior 
method for another year as permitted. 
by the act but thereafter , until dencl­
ency appropriations were made avail­
able with which to provide a nucleus 
of civilian hearing examiners. The 
Coast Guard in compJlance with the 
act could do no more than continue 
to Investigate and prefer charges to 
be later determined. awaiting the 
selection and appointment of civilian 
hearing examiners before whom the 
cases could be tried and determined.. 

The hearing examiners serving un· 
der the agency of the Coast Guard are 
all civil service employees selected and 
classified by competitive examlnaUon. 
All of them are able members Of the 
bar and practically all of them have 
had adequate experience In the ad­
miralty. Bre well acquainted with the 
maritime world In generalllnd a nurn· 
ber of them have had sea exper ience 
themselves. boJ.h In and out of the 
armed forces. In lac t. I venture to 
say, unconfirmedly, that the strong 
attraction of things maritime and the 
examiners' respective aMnlties there· 
for Is largely the reason for their 
willingness to have accepted these 
vitally Important to the Industry, 
Quasl· judlclal but not overly remu_ 
nerative omces of great responslblllty. 

Space will not here permit of a 
thorough exposition on the details of 
the entire opel'ation, but It will suffice 
to say that the enforcement of naVI_ 
gation laws by t he Coas t Guard and 
the hcarlng and determination of 
charges preferred by the Coast Guard 
to be heard before lhe Civilian Civil 
Service Hearing Examiners operates 
under a group of laws and regUla_ 
tions, the principal ones being, the \ 
AdministratiVe Procedure Act: the 1,.1 
Revised Statutes 4450 (46 U. S. C. 
239) which makes neililgence, Incom­
petence, misconduct, and the like 
grounds for suspens ion and revoca· 
tion, and which piaces a duty upon 
the Coast Guard to Investigate such 
offenses ns well as casualties; and the 
regulations promulgated. by the Coast 
Guard pursuant to the provlslolls of 
both the Administrative Procedure 
Act and Revised Statutes 4450. said 
regulations being entitled "Marine 
Investigation Regulations and Sus­
pension and Revocation Proceed· 
Ings," title 46 CPR, parts 136 and 137, 
last published J uly 15, 1948, copy of 
which can be obtained from the Coast 
Guard unde r Its publication material 
No. CO-200. 

The main objective of the Admin. 
IstraUve Procedure Act In a few words 
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WB.S to obtain a relatively Wllform 
method of conducting administrative 
hearings In aU agencies of the Gov­
ernment as closely akin as possible 
to the modes and processes or courls 
of law and equity, thereby to obtain 
a quasi-JudiCial determination of the 
controversy by the decision of an im­
partial and unlnnuenced Civil Service 
Hearing Examiner. no doubt to ob­
viate undesirable practices and criti­
cisms alleged to bave llrown up In 
prior years. 

! Although. as provided In the Ad­
ministrative Procedure Act. each 
Rgency must necessarily pay Its ex­
aminers out of Its appropriations. 
both the Administrative Procedure 
Act and the Coast. Ouard Regulations 
expressly provide that the hearing ex­
aminer Is prohibited from consulting 
anyone concernlnll "any fact In is­
sue," unless, aUer notice. all parties 
are permitted to participate: nor 
may he InCormally obtain advice or 
opinions from the parties or their 
counsel, or from any omcer or em­
ployee of the Coast Guard as to the 
facts or the weight or the Interpreta_ 
Uon to be given to the evidence, He 
may, however (although not obUga_ 
tory ), Informally obtain advice on 
matters oC law or agency policy from 
omcers or employees of the Coast 
Guard who Yo'ere not "engaged In the 
perfonnance of Inves tigative or prose­
cuting funct ions" In that or a fac­
tually related case, Such las t IIml­
taUon, however, docs not prevent the 
examiner from, at any time at his 
election, consulting with the Com­
mandant on quesLions of law and 
policy, 

The "decision" of the eXlUTllner is 
required to be rendered In wrluen ad­
j udication form, consisting of four 
parts , to wit : First, separate findings 
with respect to the Ultimate fa cts of 
each specification of each charge : 
second, his conclusions as to whether 
the charges have been proved ; third, 
a statement, generally known as an 
opinion, wherein should be set forth 
the examiner's reasons or basis for 
his findings and conclusions; and, 
fourth , the appropriate order. This 
decision becomes a permanent part of 
the record. The orlglna] decision In 
adjudication form Is served upon the 
person charged and unless appealed to 
the Commando.nt within 30 days Is 
final and binding. On appeal the 
Commandant may alter or modify any 
finding of the examiner and may af­
firm, reverse or modify the order made 
by the examiner; or he may remand 
the case for further hearing, but he 
will not consider evidence which is 
not a part of the record. Onles.s II 

license or a merchant mariner's docu­
ment Is revoked or suspended, or sus-
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pended on probation, or the person 
charged is admonlshed by the exam­
Iner (whlch admonition becomes a 
part of his permanent record) no ap­
peal Ues to the Commandant from 
the decision by the examiner. Tht: 
regulations provide Inter aUa at 46 
CPR 137.11-10 that the decision of the 
Commandant on appeal shall be final. 

The matters heard by the examiners 
with respect to vessel personnel have 
to do only with the revocation, sus­
pension, suspension on probation, or 
admonishment concerning the license 
or merchant mariner's document of 
the person charged and In no way are 
concerned wltb eltber t he person or 
the property oC the person charged . 
When the evidence Indicates a likeli­
hood that II crime has been com· 
mltted. sueh matter Is referred to the 
Attorney General or the United States 
attorney having jurisdiction for In­
ves t!8atlon and prosecution. 

The examiners do not concern 
lhemselves with casualties nor com· 
plaints unless and until formal writ­
ten charges and specifications have 
been preferred and flied with an ex· 
amlner by the Investigating unit of 
the Coas t Guard. Thousands of In­
ves tigations are conducted by the 
Coast Guard which never come before 
an examiner because the Coas t Guard 
believes In Its discretion that ·the 
offense, If any. Is Inconsequential. the 
casual ty is one of Inevitable accident, 
It Is one of Inscrutable fault, or that 
the evidence available Is Insuftlclent to 
either make out or support the Indi­
cated charge. 

Hearln8s are conducted with dig· 
nl ty and decorum , quite similar to a 
hearing by tbe court In equity, The 
examiner hR.!; comp]cte char8e and 
control of the hearing. The record 
Is stenographically reported. The 
examiner adminis ters all oaths and 
issues subpenas. He advises the per­
son charged In detail of his right to 
counsel, hiS right to have witnesses 
subpenaed , his right of examination 
and cross-examination. and of his 
right not to testify himself. The ex­
aminer may either disqualify himself 
or any pany In good Calth may request 
the withdrawal or the partlcu]ar ex­
aminer on the grounds of personal 
bias or othel' disqualification. The 
examiner sees to it that the record 
shows proper service to have been 
made and that adequate notice has 
been given and in such case the ex­
aminer may proceed "In absentia" If 
the person charged fails to appear. 
The InvesUgaUn8 omcer of the Coast 
Guard presents the case against the 
person charged, each side having the 
privilege of making an opening s tate_ 
ment. In the quest for substantial 
justice aU witnesses, Government as 
well as private, are excluded from the 

hearing room until after they have 
testltl.e"d and a re then admonished by 
the examiner not to discuss the case 
with others Until Its conclusion. 
Otherwise, the hearings are open to 
the public. 

The burden of proof Is upon the 
Investigating omcer. Witnesses are 
avaJlab]e ror direct , cross, redirect, 
recr~, and rebuttal examina tion. 

The charges and specltlcat ions are 
read aloud by the examiner to the 
person charged and his plea of 
"guilty" or "not gullt}'" Is recorded. 
When a guilty plea Is accepted eVi­
dence of either or both aggravation 
and mitigation are receivable. II 
mitiga ting statements Inconsistent 
with a guilty plea are presented, the 
examiner changes Ule plea to "not 
guilt), .. and the Investigating omcer is 
required to prove the case. 

Testimony by Interrogatories and 
depoSitions may be taken by either 
party when the witness is beyond sub­
pena limitation of 100 miles. 

At the conclusion of the case, argu­
ment Is opened by the Investigating 
omcer, followed by the person charged 
or hili counsel and the investigating 
offlcer closes the argument. 

Prior to rendering a deciSion, either 
party may submit, orally or In writing. 
proposed findings and conclusions 
with supporting reasons. When so 
availed of, the record shall show the 
ruling of the examiner on each such 
proposed finding and conclusion. Af­
ter announcing the finding of at least 
one charge proved. but not before, the 
examiner ascertains whether the per­
son charged has any previous com­
mendatory or d isciplinary record. 
This Is followed by the rendition of 
the ded s lon hereinbefore d iscussed. 

On appeal taken. the examiner has 
discretion lo Issue a temporary license 
or merchant mariner's document 
pending the outcome on appeal, pro­
vided he Is satlsfted that there hR.!; 
been no wllfullness, or that the public 
health, Interes t. or safety will not 
thereby be Imperiled. 

During the per iod when no funds 
were avallab]e for the retentJon of 
these Civil service Hearing Examin _ 
eI'll, a bnck]og of approximately 1.000 
undisposed of cases accumulated. 
Since the examiners began to func­
tion, firs t at New York City In Novem_ 
ber of 1948, a substantial portion of 
these ha ve been disposed of In addi­
tion to currently OCCUrring violations 
aggregating in all approximately 906 
fully determined cases. 

We have presently runctlonlng 15 
field examiners who cover all the 
principal seaports of the United 
States, the Great Lakes, the Terri_ 
tories of HawaII, Puerto Rico. and 
Alaska. United States Coast Guard 
details In principal seaports of the 
world make necessary Investigations 
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there and forward their reports for 
contemplated action in the United 
States upon the return thereto of the 
personnel Involved. 

Those of YOU who are In anywlse 
famllJar with the admiralty know 
that It Is the rare and unWlual case 
that call be labeled Inevitable acci­
dent. In 999 out of 1.000 case! shlP5 
do not of themselves collide, but 
rather It 1s the result of some buman's 
earelessness, Inattention to duty, or 
misconduct , or the result 01 the com­
b!natJon of such dencJencles on the 
part ot more than one Individual. To 
ascertain that reason or rea.'i01lS with_ 
out fear or favor and with complete 
Impartiality Is the basic l unctlon or 
the examiner: and In those eases 
where the evidence ls InsulJlclent upon 
which to predicate a ftndlng, It Is his 
duty, without hesitancy. to dismiss 
the charges. 

In the merchant marine there has 
alw!lYs been. and probably always will 
be. a clashing In varying degrees 
among the owners or operators of 
ships on the one hand, the personnel 
making UP the ship's company on the 
other, and thirdly the pOlicemen on 
the beat, wbo In this fteld Is the United 
States Coast Guard now entrusted 
with the enforcement of the naviga­
tion laws of the United States. It Is 
not unusual to be able to perceive 
quite often In these case! the above 
three oPposed viewpoints. And so. In 
trying to resolve the matter fairly 
and Impartially. It Is presented to the 
ciVilian h earing examiner, a profes­
sionally tTalned and experienced arbi­
trator In mallen of this nature. 

Although It Is probably too soon to 
come to any absolute coneiuslons, I 
am pleased to be able to report In 
this paper two Important things : 
First, that the Coast Guard has en­
tered Into this new way of life whole_ 
heartedly with no reservations : and 
that ~ .have yet 1.0 notice or be sub­
Jected to the nrst of any attempt..<; or 
sugges tions on the part of the Coast 
Guard to In anywise dominate, 
threaten. lure. or even persuade me 
or any other examiner from our In­
dicated Impartial status. other than Is 
Justified by proper legal argument In 
any given case. 

The second Is that each and every 
one of your examiners Is able. con. 
sclentlous. and Impartial. and Is fully 
aware of the great respon., lblllty 
resting upon his shoulders. and his 
alone. wherein he may be duty-bound 
In any case. In the best Interes ts of 
society and vessel operation. to de­
prive a man. either for a limited time 
or permanently, of the right to make 
his living In the calling of the sea. 
Such a responsibility. I think you wllJ 
agree. Is a heavy one, yet the exam­
Iners as a whole have accepted that 
responsibility and made their decl­

slons honestly as they saw them. The 
Coast Guard by no means has been 
pleased with all of the decisions of 
examiners, as neither have aU sea­
men and oMcers. The dltrerence be­
tween being a good and bad loser Is 
as old as the human race. but I ven­
ture to say that there are few , If any, 
seamen who could honestly stand up 
and seriously contend that they had 

nOl obtained a thorough and {air and 
Impartial hearing before the exam­
Iner. 

The examiners. no more nor less 
than other humans. are not Infallible. 
They have made some mistakes. 
largely In matters Of evidence and 
law. most of which have been cor­
rected and remedied on appeal. None­
theless you have my assurance tram 

The table below gives the cumulative total of undocumented vessels 
numbered under the provisions of the act of June 7, 1918. as amended (46 
U. S. C. 288), In each Coast Quard district by customs ports for the Quarter 
ending 30 September 1949. Generally speaking. undocumented vessels are 
those machlnery·propelled vessels of less than 5 net tons engaged In trade 
which by reason of tonnage are exempt from documentaUon. They are also 
those motorboats and motor vessels ot 5 net tons and over used exclusively for 
pleasure purposes which are not documented as yachts or those of less than 5 
net tons which by reason of tonnage. are not entitled to be so documented. 
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first-hand .observatlon that these 
maritime hearing examiners are doing
the job l or which they were trained 
by education and experience and 
carefully selected; that they are doing 
It well, falrly , and Impartially: and 
that any master, omcer, or seaman 
who may ever be required to come 
before them, may do so with the ut­
most confidence that his every right 

and privilege wUl be taken cognltance 
01, and protected. 

Ship', M-.lI,lne Che" and f irst Aid 01 SH 

There is now avallable lor procure­
ment the publication entitled, "Shlp 's 
Mcdlclne Chest and F irst. Aid at Sea." 
prcpared by the United States Public 
Health Service. Copies a re on sale at 
S3.50 each and may be obtained by 

F.ROM 


wrltln a: direct to t he Superintendent 
of Documents, Government Printing 
Omce, Washington 25, D. C. 

Candidates for original licenses 
must present 1\ cerUficate from the 
United Sta tes Public Health Service 
certifying that they have satisfactorily 
passed an examlnatlon based on the 
contents at this manual, or Its equiva­
lent. 

fire Co",ed by Weldin , 

A fire recently occurrcd on board 
a tank vessel Which again emphasIZes 
the need to maintain adequate fire 
watches and remove flammable ma­
terials from the vicinity of welding 
operations. 

While the tanker was secured to a 
dock In a west coast shipyard, under_ 
going repairs . It was decided to fit 
some shelves lor storage space on the 
bulkhead between the cargo hold and 
forepeak . The lead man who went 
down on the (orepeak side had o.ppar­
entiy miscalculated the number of 
decks below the main deck on Which 
the welding was to occur, (or where 
he beUeved the welding was to take 
place the bulkhead was clear. How­
ever, on the next deck above In Il 
small compartment where the actual 
welding took place, some Une and can­
vas lay agalnst the bulkhead. 

It appears from the Investigation 
that the ship's omcers were not aware 
of any Intention on the par t of the 
sbJpyard workers to weld In that lo­
cality of the vessel. Heedless of any 
rorewarnlngs, and placing no ImpOr­
tance to detailing a nre watch, the 
shipyard workers commenced weld­
Ing. During the process of welding 
the Intense heat passed through the 
bulkhead sel.t1na: fire to the line and 
canvas. The local fire department 
was called and the fl.re was extin­
guished. As a result of the fi re, and 
the water used to eXtinguish the 
fiames, considerable monetary dam­
age prevailed. 

I t Is Quite evident tha~ had the fOI'e­
man cons idered the fire hazards In 
this small Job and utilized a ll the 
safety precautions at his command, 
namely, detailed someone to stand 
fire watch, even thouSh he had mis_ 
calculated the correct location of the 
shelves, the resultant damase, If any,
would have been negligible. 

C"tdoln, Molorb"ou Wlth..,t OperaI",. 

Last year a fishcrman report-ed to 
the Coast Guard t hat he found a gas
screw, 28-foot boat running without 
Illll'one aboard. This happened while 
fl.shlng otr Astoria In the vicinity of 
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the Columbia River Lightship. The 
weather at the time was rainy and 
squally, sea choppy, and vlslbllUy very 
poor. While busy fishing, this 
motorboat loomed up out Of the rain 
and mist, apparenUy running In the 
same direction as they were, some SOO 
feet d istan t. They paid no attention 
to the boat when suddenly they no­
ticed It was bearing down directly 
upon them. The fisherman managed 
to swing his boat clear and attempted 
to contact the owner of the other boat 
whom they knew by voice. However , 
he did not appear, The runaway 
boat then began going In circles and 
the fis hing vessel followed the boat for 
ha lf an hour. finally coming along­
side, and a man was placed on board 
the runaway boa!.. The motorboat 
was running and In good order. noth_ 
Ing miSSing, but no one on board, A 
few undressed fish were on deck and 
a few dead fl.sh were on the t rawling 
lines, wbJcn were pUlled In. T he 
boat was brought back to port under 
Its own power. 

The sail boom on the motorboat 
appeared to have slipped down to the 
bottom of the mast as a result of a 
broken hauling wire. Thls wire ran 
from the a fter end of the boom to 
the hal.ch comer. Otherwise, the 
boat appeared to be In good o rder. 
The fl.sherrnan who owned the boat 
apparently fell overboard while his 
vessel was operating properly. I t Is 
pOSSible that he grabbed at the haul_ 
Ing wire to support his weight and the 
wire broke, causing him to fall over­
board. There appeared to be no 
evidence of foul play, nor any failure 
of material. It Is assumed that the 
operator was drowned, as his body was 
not recovered. n or has other evidence 
been dlscJGSed indicating that he had 
been rescued. 

Again thls year the single operator 
of a speedboat was thrown overboard. 
He was picked up by a passing pleas­
ure craft, but t he speedboat continued 
to run about In erratic circles at a 
high rate of speed. ThIs occurred be­
tween Rockaway Point and Coney 
Island, N. Y., where there are many 
boats of all sIZes and a speeding boat 
without an operator was a menace. 

A Coast Guard 83-100t cutter, a p0­

lice launch , a Coast Guard amphibian
aircraft, and a pOlice helicopter, all 
gave chase to the speeding boat. The 
surface craft t r ied unsuccessfully to 
intercept the s peedboat and put a man 
on board, Fina lly, the police heli­
copter succeeded In t racking the boat 
In Its erratic circles and a police omcer 
was dropped aboard and he brought 
the speedboat under control. OUrlng 
all ~his time It was for tunate t hat no 
one was hurt or Injured. 

Thc operation of a small motor 
cra ft can become a serious hazard to 
navigation If the only occupant, 
t h rough somc unforeseen turn of 
events, Is thrown overboard. It Is 
Important that motorboat operators 
be urdul so that accidents such as 
these will not repeat themselves. 

S05 H........ 


Paise a larms may be made as a 
prank or practical Joke. He who per­
petrates a hoax by .sending false radio 
distress signals Is a sadistic type of 
person If he did It Inten tionally and ls 
a very careless person If he did It 
InadvertenUy. 

Distress reports must always be In­
vestigated. Various agencies stand 
ready to furnish assistance If neces­
sary. If false alarms are repOrted, 
t here Is no way !.hey can be distin­
guished from bona fide distress calls. 
While It Is a violation of law to send 
false radio distress signals, It Is noted 
that many are stil i being reported. 
Very otten the distress fal se alarm 
stems trom inexperienced persons 
who laney t hey have heard distress 
signals. When being queried for ex­
act dctalls. such a person has been 
vague regarding the details. The 
most vicious o r false distress alarms 
Is that caused by the hOlUl:er. Almost 
Invariably he Is a person eXperienced 
In radio communication. Frequently 
he Is a person bent on mischief. 
Sometimes he Is a radio operator at 
some radio station playing a practical 
joke on his friends, He may be a 
radio operator who has concealed 
himself and wIth some purposely 
rigged equipment sets out to create 
d lsmay to one of hls friends or ac­
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Quaintances, sending a distress mes­
sage to excite him. Very often the 
dlstress reports were heard by only 
one station or the information given 
was unlisted. In practically all cases, 
however, It was necessary to conduct 
extensive aerial and ship Investiga­
tions. In the matter of safety of life 
at sea, there Is no room for practical 
joking and those who perpetrate 
hoaxes may find themselves In the 
same situation as the small boy In 
Aesop's Fables who caUed wolves 
when there were none so many times 
that when assistance was needed no 
one paid any attention. 

Recently, there have been several 
Instances where men painting lagging 
on superheated steam lines have tried 
to paint the exposed portion of super­
heated steam valves and have had 
their paint brushes catch on fire. In 
one case. thc man tried to put his 
brush back in the paint bucket to ex­
tinguish the flre. He knocked the 
bucket over and set flre to the whole 
works. 

The paint Involved in these fires 
was hcat-reslstlng aluminum. A 
sample was tested In the lab and 
found to have a flash point of 96 " F. 
NatUrally. this paint burns readily 
when placed on a metal surface which 
is heated by steam of a temperature
of 720' F . (Courtesy, Marine Dc­
partment, Standard Oil Co. 0/ Cali­
/ornia, Sa/cly Bulletfll , July 1949.) 

Domosed fhree. p.ong Plugs A.e Dongeroul 

Users of three-pronged electrical 
plugs are warned to Inspect aU three­
pronged electrical plugs used on 
portable tools to Insure that the 
ground prOng Is not damaged and will 
fit properly In the outlet. 

Records show that numerous fatal 
electriC shocks have been caused by 
the use of three-pronged plugs with 

damaged or bent ground plugs, thus 
allowing the ground pin to be Inserted 
Into a live contact In the receptacle, 

The third prong of grounded plugs 
serves to ground t.he metal case of 
portable tools by connecting the case 
to the grounded outlet through an 
electric conductor. When inserted 
Inlo a Ilve contact, !.he ground con ­
nection carries current directly to the 
tool case. 

Oxygen IhaaShlng Appo'otu. 

Recently on board a ship the oxygen 
brea~hlng apparatus was Inspected, 
following the procedure outlined In 
Safe Practice Pamphlet No.5, In. one 
case the oxygen bottle was only half 
full and most of the tools furnished 
were missing. In the other case one 
of the valves leaked at the stem. 

It Is strongly recommended that an 
omcer test this apparatus regularly 
and replace low pressure bottles with 
full ones at the first opportunity. 
Missing tools shoUld be replaced so as 
to have them available right In the 
kit. 

Since the Cardoxlde will keep in­
definitely whcn sealed tightly but 
gradually deteriorates In the appa­
ratus. It may be well to kcep it In the 
bottle until needed. If this is done. 
however, a conspicuous !.ag should be 
placed under thc cap of the regener­
ating can with some legend such as 
"Fill with Cardoxlde before using." 

It should be remembered that thls 
apparatus ls like the Ilfeboats. You 
don't expect to have to usc It, but 
when It Is needed It will likely be an 
emergency. When that emergency 
arises thcre will be no tlme to repair 
defects or to learn how to use the 
equipment. 

RegUlar Inspection and training of 
a number of men In actual wearing of 
the equipment Is the only means of 
being sure that In an emergency the 
apparatus will serve Its purpose. If 
a spare oxygen bottle Is carried It can 

be used to give several men practice. 
keeping a full bottle for each appara­
tus for emergency use. 

Recharging a balLie costs only 
about $3 and the charge Is the same 
regardless of the amount left In the 
bottle. Hence there would be no cost 
Involved In using a partially depleted 
bottle for practice before It is sent In 
for recharging. 

Learn how to use the equipment 
while you have time. When you need 
It, It will be too late.-Scamell ', 
Sa/etl! Guide, February 1948. 

Gel Tho.. Tum. 

It takes a lot of turns to hold a 
wire rope on a gyPSy. That It Is not 
sare to presume that all men know 
this was dramatically LJlustrated 
recently. A strain was takcn on thc 
topping lift pendant, but When the 
chain was unshackled the pendant 
coUld not be held and the boom 
dropped. A man was caught In the 
bight of the mldshlp's guy and he 
went up the mast feet first. When 
his leg was only about 3 feet from 
the lead block on the cross tree the 
topping urt fouled and held the boom. 
The man then pulled himself upright, 
untangled his leg and slid dOWn the 
rope to the deck. His only Injuries 
were bruises sustained by striking the 
mast as be was jerked off his feet. 

This type of accident seldom causes 
so little damage and Injury. We can 
learn from this for tunate case the 
Importance of checking on the men 
when booms are being raised or low­
ered to see that suffiCient turns are 
taken to keep the boom under con­
trol. Some day we may flnd all ships 
equipped with topping 11ft winChes, 
but. unt il that time comes It will be 
necessary to assure safe use of the 
equipment at band through close 
supervis ion. And, Incldenl.ly try to 
keep men out of bights just In case.­

Stevedores' Guide, J anuary 1948. 

Amendments to Regulations 

TITlE 33-NAVIGATION AND 


NAVIGABLE WATERS 


Chapte r I-Coast Guard-De part­
ment of the Treasury 

SuiKh" pte, O--No~lsolion Requi •• m.nb fo r 

e.tloln Inl o nd Wo t ... 
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Pur 80-Pnor RULES FOR INLAND 
WATERS 

SPEClU DAY OR NIGHr SIGNALS 

A notice regarding proposed 

changes In the inspection and navi­
gation regUlations was pubUshed In 
the FEOERAL RECISTER dated August 
23. 1949 (14 F. R. 5230), and a public 
hearing was held by the Merchant 
Marine Council on September 27 , 1949, 
at Washington. D. C. 

The purpose of the amendmenLs to 
the Pilot Rules Is to add a new 1 80.32a 
which will prescribe a da}' signal to be 
exhibited by fishing vessels or boats 
when operating on inland waters with 
neLs. lines, or trawls out. This new 
regulation Is based on a peUtion sub~ 

mltted to the Coast Quard, The new 
regulation w1l1 require the same day 
marks for fishing vessels as presently 
required by Article 9 (k) of the Inter­
national Rules {33 U. S. C. '19 (k)l. 

By virtue of the authority vested In 
m e as Commandant, United States 
Coast Ouard, by section 2, 30 Stat. 
102, as amended; 33 U. S. C. 157, the 
following amendments to the regula­
tions are prescribed, which shall be­
come effective ninety (90) days alter 
date of publication of this documen' 
In the FEDERAL REGISttR, 
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1. Part 80 Is amended by adding a 
new center h eading and I 80.32a 
which shall Immediately follow I 80.32, 
reading as follows: 

SPECIAL DAY OR NlC HT 5lCNALS 

§ 80.32a Doll mark.! lor /I"hlnrl tie,,· 
seu wit h gear out. All vessels or boats 
fishi ng with neLs or lines or trawls, 
when under way. shall In daytime In· 
dlcate their occupation to an ap. 
proachJng vessel by displaying a bas· 
ket where U. can best be seen , U ves· 
sels or boats at anchor ha ve their 
gear out. they shall. on the approach 
of other vessels. show t he same signal 
In. the di rection from the anchor backJ towards the nets or gear . 

I 2. Part 80 Is amcnded by deletlna 
the center heading "5Iinals. Day or 
Night, at Anchor. or Under Way. 
United States Coast and Geodetic 
Sur vey Vessels" which Immediately 
precedes I 80.33. 

(Sec. 2. 30 S tat . 102, as amended : 33 
U. S . C. um 


Dated: October 20, 1949. 


ISEAL I MERLIN O'NIlLL, 
Rear Admiral, U. S. Coa,,! Gllard. 

Acting Commandant. 
IP. It. Doc. 411-8570; Plied. , Oct. :15, 1949: 

8 ;57 a. m .. 14 P . R. «16171 

TITlE 46--SHIPP1NG 

Chapter I-Coast Guard, Deport· 
ment of the Treasury 

[COnt 4~3Cl1 

COllREenON or PRIOR DOCUMENT AND 
CnTAlN EDITORL<l.L CHANGES 

By vi rtue of the authority vested in 
me as Commandant. United States 
Coast Ouard. by R. S. 4405. as 
amended, and section 101 of Reorgan_ 
Ization Plan NO. 3 of 1946. 46 U. S. C. 
1. 375, the following corrections shall 
be made In Coast Guard Document 
COFR 49-16 , Federal Register Docu­
ment 49-6694. HIed August 16. 1949. 
and pUblished In the FEDERAL REGISTER 
dated August 17 . 1949. 14 F. R. 5079 
et seq" and othcr cdltorlal amcnd . 
ments which were inadVertently 
omlUed from that document : 

P AR r 51-MATIRJ,\LS 

SUBPAltT U.U--6EAllLESS c"RaON "ND 
ALLOY STEIL BOIL DI "NI) stn'ER HEATIR 
rooD 
1. The nole Immediately following 

Subpart 51.31 I.s Rmended by adding 
the A. S. T . M. designation " A 213_ 
46". a copy of which has been rUed In 
the Dlvl.slon of the Federal Register. 
and caples are also on flI e wit h the 
various Coast Guard Dis trict Com. 
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manders for reference purposes. so 
that thIs note wlll read as (a llows: 

Non; : In Bubstantlal aareement with 
A. S . T . M. CI<eslgnatiOIl.$: A 19:1-44. A :110­
411. A 209--46 , anCi A :U3-48. Certilled 
Materlal--daa B. 

2. section 51.31-80 (a) ls corrected 
by InserUng the word "not" between 
the words "are" and "decreased" In 
the third sentence so that the para· 
graph will read as follows: 

I 51.31-80 F iniSh. (a) Finished 
tubes shaJl be reasonably straight and 
bave smooth ends free from burrs. 
They shall be free from Injurious de­
fects and sball have a workmanlike 
finish . Minor defects may be removed 
by grinding. p rovided the wall thick­
nesses and the outside dlamet.ers are 
not decreased to less than that per· 
mltted by § 51.31- 75. 

SUB PAll T S1.S.--SEAlol.U;SS STEEL PIPI! 

J. Section 51.340-.5 la) (1) Is cor­
rected by changing the phrase "one 
or more" to "either or both" so that 
It will read as follows : 

I 51.34-5 Proce",t-(a ) Carbon_ 
steel pipe. (1 ) The steel for grade A 
or B pipe shall be kilned steel made by 
ei ther or both o f the following proc­
esses: Open hearth or electrlc-Cur­
nace. 

4. Section 51.34-50 (c ) Is corrected 
by Inserting the word "etc." a fter the 
number "A 106-B" so that the para· 
graph will read as follows : 

I 51 .34-50 Finj"h and mark_ 
ing.· • 

Ic) Each length of pipe manufac­
tured In accordance with this specl· 
Hcatlon shall be legibly marked, either 
by stenciling, stamping, or rOiling. 
with the manufacturer's name or 
brand. together with the designation 
AI06-A lor AI0S-B. etc.• dependlna on 
the grade of steel used ). A206. A280. 
or A158. and the hydrostatic test 
pressure. 

P"RT 52--CoNSTRuenoN 

SUbPART n .OI-PROC£.OUR £. AND GENERAL 
REQUIRDdENTS 

1. Section 52.01- 1 (k ) Is amended 
to read as tollows: 

t 52.01- 1 Defi.nitfoll s. • 
( k ) Jltazimllm allowable prenure. 

The maximum allowable pressure of a 
boiler and superheater shall be con· 
sldered as the highest setting of the 
sa fety valves. 

SUB PAI! T 52. Z5--0PE!<.'1l'IGS AND REIN· 
FORCEJl£NTS 

2. Section 52.25-15 (a) Is amended 
by deleting the word "shell" from the 
value o f "T" fo r formUlas ( 1) and (2) 
so that It will read as follows: 

1 52.25-15 Computation". (a) ••• 

Where : 
T = mlnlmum thlekneu or plSle. In 

In<:he • . 

PART 53-Low-PuSSUU H ItATlNG 

BeiLIU 


SUBPART SS.03--6T£1tL Pl.ATE lIEATING

""n ... 
1. S ection 53.03-60 Ic) Is amended 

by deleting the word.! "pipe sIZe" from 
the last sentence thereof so that the 
paragraph will read as follows: 

I ~3 .03-60 Saletll alld relie! ualvu. 

(cl Each hot·water heating boiler 
shall have one or more approved re· 
lie f valves of the spring·loaded type 
without disk iuldes on the pressure 
side of the valve. The valves shall be 
set to d ischarge at a p ressure not 
exceeding the design pressure of the 
boiler. No relief valve s hall be s mall· 
er than % Inch nor larger than 2 
Inches. 

2. Section 53.03-65 (f) (4) Is cor · 
recled to read as lollows: 

I 53.03-65 Dlschargc capac1 l jcs oj 
, ajetll and rellcJ valve". • • •

(n • 
(4) Capaci ty • ••••••••• Ib • • per hour; or , 

\Ste*m aarety valve marking) 
CnpaClty ••••••• • •• B. t. u. per hour . 

(Relle r valve mark-Ina) 

SUB PART U .05--CA.ST·noN H £ATING 

"'~.. 
3. Section 53.05-20 Is amended to 

read as follows : 

t 53.05-20 Flanged collnectiOIl8. 
Flanged pipe connection openings In 
boilers shall conform to the standards 
given In table 55.07-15 (el) of t 55.0'7­
1 ~ (el of this subchapter lor the cor · 
responding pipe size and shall have 
the corresponding drilling fo r bolts or 
lituds. 

P AI!T 55--PIPDlG SYSTEMS. Pmips, RE­
I'R IC tltATlON MACHTNERY. AND F'm:L 
T ANKS 

SUBPART 55.07-DnAJL REQUlRDlENTS 

1. Section 55.07-1 (a) Is corrected 
to read as follows: 

f 55.07-1 Malerlal. (a) Mater ials 
uscd In the manufacture of pipe, 
valves. ftanges, fittings, or bolting 
shall con form with the requl1'ement.s 
of this par t as herein speclfted, and 
shall comply with the respective spec· 
IIIcations of Part 51 of this subchapter 
unless alternate equivalent material 
Is approved by the Commandant. 

2. Section 55.07- 15 (e) (2) Is cor· 
rected to read as tallows: 

I 55.07-15 JOints and !lange con­
nection". • • • 

C,) 
(2) The service pressure ratings for 

carbon steel pipe na nges and flanged 
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fittings at design temperatures of 850" 
P . and below, and for alloy steel pipe 
fiang es and flanged Ottlngs at desJgn 
temperat.ures of 1,000" F . and below 
shall conform to tables 55.0'1-15 (eU)
and (eI3)' Service pressure ratings 
for alloy steel pipe Danies and l1anged 
fl.tt.!na-s for use In connection With de­
sign temperatures exceedJng 1.000· P . 
wUl be given special cons ideration by 
the Commandant. 

3. Table 55.0'1-20 Cc2) , rea-ardlng 
muimum allowable stresses. In 
I 55.0'1-20 (c), Is corrected by chang­
Ing the last figure In the third column 
from "6500" to "6800." 

SUBPAIT S5.lo--POVPlNC A1tRANCt:KDITS 
AND PIPmc 5TSTDlS 

4.. Sections 55.10-10 (b) (3) and (cl 
( 2 ) are corrected to read as follows: 

155.10-10 Bofler-Ieed and co1lden­
sate piping. .. 

(b) • 

(3) River or harbor steam vessels 
shall have at least two means for 
feeding the boilers; one Of which shalt 
be an Independently driven pump, the 
other may be an attached pump. 
an additional Independently driven 
pump, or an Injector. 

Co) 
(2 ) In the unit feed system, a sep­

arate feed line shall be prOvided for 
each boiler from Its pumps. A sep­
arate auxiliary leed line I.!I not re­
quired. The discharge from each 
pump and the feed supply to each 
boiler shall be automatically con­
trolled by the level of the water In 
that baUer. In addition to the auto_ 
matic control , manual control shall 
be provided. 

5. Section 55.10-13 Is corrccted to 
read as fol]ows: 

f 55.10-13. Conden"atepump". Two 
means shall be provtded for discharg ­
ing the condensate from the main 
condenser , one of which shall be in­
dependcnt of the main propelling ma­
chinery. If one of the independcnt 
feed pumps Is fItted wltb a direct suc­
tion from the condenser and a dis_ 
charge to the feed tank, same will 
be acceptable for this purpose. On 
vessels operatinll on lakes (including 
Oreat Lakes) , bays. sounds, or riv_ 
ers, Where provision Is made to oper­
ate noncondenslnll', only one conden­
sate unit will be reQuired. 

6. Section 55,10-20 (d ) I.!I corrected 
to read as follows: 

155.10-20 Circulating pumps, • " " 
(d) On vessels operating on lakes 

Unclud.lng Oreat Lakes). bays. sounds, 
or rivers, where provision b made to 
operate noncondensing, only one cir­
culating unit will be required. 

'1. Sections 55.10-30 la) (4) , (b) 

(3), and (I) are corrected to read as 
follows: 

I 65,}0-30 Bilge pllmps- la) SCi/­
propelled passenger and eo.rgo verser"~ 

sounds. or rivers. shall have at least 

ISO leet or mare. • • • 
<oi l 

lother 
Vessels 
than 

opera
Great 

ting on 
Lakes), 

lakes 
bays, 

two power pumps connected to !.he 
bilge main. 

(b) S,mall sell-propelled. JHl,!.renger 
and cargO veuel, below 180 leet fn 
len·uth. • " • 

( 3) On vessels operating on lakes 
(Including Great Lakes), bayi, 
sounds, or rivers, wbere steam is al­
ways .avallable, or where SUitable 
water supply Is avaUable from a 
power pump of adequate pressure and 
capacity, syphons or eductors may be 
substituted for one of the required 
power pumps provided a syphon or 
eductor Is permanently installed In 
each cargo bold or compartment. 

(I) Other pump'. Sanitary, bal­
la.st, and general service pumps hav­
Ing the required capacity may be ac­
cepted as independent power bilge 
pumps If HI-ted with the necessary 
connections to the bilge pumping 
system. 

8. Section 55.10-40 (a) Is corrected 
to read as follows: 

155.10-40 F uel oU ,ervice 'I/ltem,. 
(a) All discharge piping from the fuel 
011 service pumps to the burners shall 
be of Schedule 80 seamless s teel. 

9. Section 55.10-60 (f) is corrected 
to read as follows: 

155.10-60 Vent 'Piping. 
( I> Vent outlets from 011 tanlu shall 

be nU,ed with a single screen of corro­
sion-resistant wire. of at least 30 by 30 
mesh, or two screens or at least 20 by 
20 mesh. spaced not Jess than \02 Inch 
nor more than I Ih inches apart. The 
clear area through the mesb shall not 
be less than the required area of the 
pipe. Satisfactory means shall be 
provided (or closing the openlna-s of 
vent pipes without damaging name 
screens. 

10. section 55.10-65 (a) is corrected 
by changing the first sentence to read 
Bl! follows: 

§ 65.10-65 Soundina pipe,. (a) 
011 tanks and water tanks Shall be 
prov1ded with manual means of 
sounding. •• 

SUBPART SS.I8-L"-DEPENDENT INTDNAL 
COMBUsnON ENCINE I'tT£L TANKS 

11. SecUon 55.16--1 (a) Is corrected 
by changing the first sentence to read 
as follows: 

§ 55.16-1 Independent luel lank$ 
(Internal comb1lstlon engine,): emer_ 

aC1ICI/ u1dt, lor pa.ssenaer vessels­
fa) Scope. Passenger vCSliels con­
structed prior to Ju]y I , 1935. may 
carry gasoline as fuel not exceeding 
40 lI'allons to supply the emergency
electrical system. • • • 

12. Section 55.16-10 (a) Is corrected 
to read as follows: 

155.16-15 I ndependent glUoilne 
tanks; caruo !)es,elll. (a) The plans 
showIng the proposed construction of 
a ll gasoline fuel tanks shall be sub­
mitted for approval. 

PAAT 5&-Allc W&l.DINC. GAS WELDI NC, 
AND BaAZlNG 

SUBPART SI.OI-ARC WELDING AND CAS 
WELDING 

Section 56.01-60 (c) Is amended to 
read as follows : 

156,01-60 Weldea nozzle COnllec­
lion,. " • 

(c) Screwed and Hanged connec­
tions shall meet the requirements of 
Part 55 oC this subchapter. For 
boiler mountlngs see § 52.70-10 of 
this subchapter. 

(R. S. 4405. 44.1'1a, as amended, sec. 
14,29 Stat.. 690, as amended, secs, I, 2. 
4.9 Stat, 1544 . sec. 3, 54. Stat. 34.'1. see. 
5,55 Stat. 244., as amended ; 46 U. S. C. 
3'15. 391a, 366, 367, 1333. 50 U. S. C. 
12'15 ) 

Dated : October 4. . 1949. 
(SEAL] • MJ:RUN O 'NElLL, 

Rear Admiral, U. S. Coed Guard, 
Acting Commandant. 

1P. R. 00c:. 411-8070: PIled, Oct. 6. 194': 
8 :4' •. m., 14 P . R. 6116 1 

TITlE 46-SHIPPING 

Chapter I-Coast Guard, Depari­
me nt of the Trea sury 

ICOPR 4'-421 

PART 55-PIPING SYSTEMS. PUlIIPS, 
Rfl'R IC£IIAnON' MACHINERY, AND FuEL 
TANKS 

CORRl'!cnON OP PR IOR DOCUlolENT AND 
Cr.RTAIN EDJroRIAL CHANCES 

By virtue of the au~borlty vested In 
me as Commandant, United States 
Coast Guard, by R. S. 4405. as 
amended. and section 101 of Reorgan­
Ization Plan No.3 of 1946. 46 O. S. C. 
I , 375, the following corrections shall 
be made in Coast Guard Document 
COFR 49-18. Federal Register Docu­
ment 49-e694, ftled August 16. 1949, 
and published In the Federal Register 
dated August 1'1, 1949. 14 P . R. 5079 
et seq., which were Inadvertently 
omitted from tbat document: 

SUBPART 55.01-DETAlL REQUU£llENTS 

1. Section 55.07-10 (d ) is corrected 
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by Insertins the phrase "or disk faces" 
Immediately arter the first word 
"disks" SO that the paragraph will 
read as tollows: 

I 55.01-10 Valve.! and fitting'. ••• 
(d ) Disks or d isk faces, seats, stems 

and other wearing parts o f valves 
shall be made of material possessing 
corrosion and heat.-reslstinS qualities 
suJtable lor the service conditions ttl 
Which they may be subjected. 

SUB PAR T 55. 1D-Ptl'IIPING AflRANClEMENTS 
AND PlPING SYSTEMS 

2. SeetJon 55.10-70 (1J Is corrected 
to read a.s (ollows: 

f 55.10-70 Overboard discharges 
and 'hell connection'. • • • 

(n On passenger vessels where the 
bulkhead deck Is higher than the free· 
board deck, the requlremen ts of this 
section shall be determined wnh re· 
spect to the bulkhead deck. For ves­
sels not assigned load lines, such a.s 
certain Inland vessels and barses, the 
weather deck shall be taken as the 
freeboard deck. 

IR . S. 4405, 4417a , sec. 14. 29 Sta t . 690, 
49 Stat. 1544, 54 Stat.. .346. and sec. 5 
(el. 55 Stat. 244. as amended ; 46 U . S. 
C. I , 366. 367. 375, 301a. 1333. 50 U , S . 
C, 1215) 

Dated : October 26. 1949. 

rS EoU.} J . F . PU.LIlY, 
A.dmlral, U. S. COcu! Guard, 

Commandant. 
IP . R . 000. 49-8"180: PUed. OC:t. 31. 19411 . 

8 :66 a. m .. 140 P . R . 1!IM$ 1 

Equipment Approved 
by the Commandant 

Icom 49-371 

By virtue of the authority vested 
In me as Commandant . United States 
Coast Gua rd, by R. S . 4405 and 4491. 
as amended ; 46 U. S. C. 375, 489 ; and 
section 101 of Reorganization Plan 
NO.3 of 1946 (11 P . R. 7875. 60 Stat. 
1091. 46 U. S. C. U , as well as the 
addItional authontic!; cited wltb spe· 
cltlc Items below. the following ap­
provals o ( equipment are prescribed 
Bnd s hall be effective tor a period 01 
ftve years [rom date: of publication In 
the FEDERAL REGISTER unless sooner 
canceled or suspended by proper au· 
thorlty : 

BUOYANT ctlSJOONS, KAl'OK, STANDA1tO 

N(n'III : CWlhlom lire tor use on motor­
bQ&ta or elUMli A.. 1. or 2 not carrying PQ­
teng~ ... t<»- h lre . 

Approval No. 160.001186/ 0, Stand· 
ard kapok buoyant cushion, U. S. C. Q . 
speclficatlon 160.00'1' . manufactured 
by The P. R. Mitchell Co., Spring 
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Grove Bnd Harrison AvenUes. Cincln. 
natl 22. Ohio. 

Approval No. 160.007/ 87/ 0, Stand· 
ard kapok buoyant cushion , U. S. C. G . 
specification 160.00'1, manUfactured by 
Blewer's Fabric MIg .• Inc .. 9853 ChaJ· 
mers Avenue, Detroit 5, Mich . 

(54 Sta t. 164. 166 ; 46 U . S. C. 52Se, 
525p ; 46 CPR 25.4-1. 160.001) 

SIGNALS, DlSTRESS, FLARE, RED . HAND 

Approva l No. 160.021/ 1/ 0, Hand red 
na re d istress signal , mode) VK- M3, 
5000 eandlepower, 1 minute burning 
time. Identll'ied by Dwg. No. VK- M3B. 
dated April 30, 1949, a nd revised Au· 
gust 3, 1949. submitted by Van Kat· 
ner Chemical Arms Corp.. 202 East 
Forty·fourth St.. New York. N . Y. 
(R. S. 4417a, 4426, 4488. 49 Stat. 15«, 
54 Stat. 346, and s ec. 5 (e ), 55 Stat. 
244, as a mended ; 46 U. S. C. 36'1'. 391a, 
404. 481. 1333, 50 U. S. C. 1275; 46 CPR 
160.021) 

SIGNALS, DlSTR&SS, mOKE, ORANGE , 
FLOATING 

Approval No. 160.022/ 1/ 0, PloaUng 
Orange SmOke Distress Signal Model 
V- K-Ml, Identified by Owg. No. 
M- IOOC. dated December 21. 1942. re· 
vised October 21. 1948, a nd s pecifica­
tion No. M_IOOD. dated Ju1y lB. 1949. 
submitted by Van Karner Chemical 
Arms Corp., 202 East Forty- (ourth 
Street. New York, N. Y. 

(R. S. 4417a . 4426. 4488. 49 Stat. 1544. 
54 Stat. 346, and see. 5 (e). 55 Stat. 
244. as a mended ; 46 U. S. C. 367. 391a, 
404, 481 . 1333. 50 U. S. C. 12'1'5 ; 46 CPR 
160.022 ) 

LIFEBOATS 

Approval No. 160.035/249/ 0. 14!x 
5.29'x2.1'1' Stee) , oar·propelled life­
boat. g·person capacity, Identifled by 
Construc tion and Arrangemen t Dwg. 
No. 32'19. dated May 16. 1949. manu· 
fa ctured by Welln Davit and Boat DI· 
vision of Continental Copper" Steel 
Industries. Inc.. Perth Amboy. N. J . 

Approval No. 160.035/254/0. 16'x 
6.25'X2.5' Steel. oar·propelled lifeboa t , 
IS-person capacity.ldentlned by Con· 
s t.ructlon and Arrangement Dwg. No. 
1618. dated June 14, 1949, and revised 
J uly 22. 1949. submitted by the Lane 
Lifeboat " Davit Corp., loot of Por· 
tieill Road , F'lushlng. N. Y. 

(R. S. 441'1'a. 4426, 4481 . 4488, 4492 . 35 
Stat. 428, 49 Stat. 1544. 54 Stat. 346. 
and sec. 5 (e). 55 Stat. 244, as 
amended ; 46 U . 6 . C . 361. 391a, 396. 
404. 4'14, 461 , 490, 1333. 50 U. S. C. 
1215; 46 CPR 37.1- 1, 59.13, 16.16. 94.15. 
113.10) 
TIlLEPHONE SYSTr;M.S, SOUND POWUED 

Approval No. 161.005/ 13/ 1, Sound 
powered telephone station. selective 

ringing. common talking, 11 stations 
maxlmwn, bulkbead mounUng, 
splashproot. with separately mounted 
6" hand generator bell , Type A. Model 
E. Dwg. No.3. All. 3, ma nufactured 
by Hose·McCann Telephone Co., Inc.. 
TwentY·fifth Street and Third Ave. 
nue. Brooklyn 32. N. Y. 

(Supersedes Approval No. 161.005/ 
13/ 0 published In PEDERAL R£ClSTEIl 
July 31 . 1941.) 

(R. S. 441'1a, 4418. 4426. 49 S tat. 1544, 
54 Stat . 346. and sec. 5 (e ) , 55 Stat. 
244, as a mended . 46 U . S. C. 36'1. 391a. 
392,404. 1333.50 U. S . C. 12'15 ; 46 CFR 
32.9-4, 63.11. '19.12, 97.14. 116.10 ) 

UQUll) LEVn. GAUGING DEVlca, UQUI:­
FIt:D COMPRESSED GASES 

Approval No. 162.019/ 1/ 0. Rego No. 
2148R, IJquefied petroleum gas, slip 
tube liquid level gauge. Dwg. No. 
2148&, revised May 22. 1941 , Al t. E . 
manulactured by The Bastlan.Bless. 
Ing Co .• 4201 West Petersen Avenue 
Chicago. III. . 

Approval No. 162.019/ 2/ 0. Model 
No. 62B, Me tal Goods Manufacturing 
liquefied petroleum gas slip tube liqu id 
level gauae, D wg. No. LI07. 1'1 sheets. 
manufactured by Metal G oods Manu­
factUring Co., IG6-IIO S outh Park 
Avenue, Bartlesville, Ok.la. 

Approval No. 162.01913/ 0 , Model 
No. 620, Metal Goods Manufacturing 
liquefied petroleum gas and anhy­
drous ammonia slip tube liq uid level 
gauge. stainless s teel parts Owg No 
LI0S. sheets 1 to U. Inclu~lve. d'ated 
J a nua ry 21. 1948, and Dwg. No. 115, 
s heets 1 to 5, Inclusive, manufactured 
by Metal Goods Manufacturlna Co 
106-110 SOuth Pa rk Avenue, HartJes: 
ville, Ok.la. 

(R. S. 441'1a , and sec. 5 (e) . 55 Stat. 
244. as amended : 46 U. S. C. 391a 50 
U. S . C. 12'15; 46 CFR Part 38 ) • 

1NCO..8t1lJTIBLE MATilRIALS 

Approval No. 164.009/ 16/ 1. " No. 100 
Ultrallte MC InsulaUon." GlaS5 wool 
Ins uJation type Incombustible Mate ­
r ial Iden tical to that descr ibed In Na. 
lIonal B ureau of Standards Test Re. 
port No. :ro 3610- 1519; FP 2622, dated 
May 19, 1948, a pproved In a one 
pound per cubic foot densi ty, manu. 
lactured by G ustln · Bacon ManUfac. 
turing Co" 1412 West Twelfth Street, 
Kansas City. Mo. (Supersedes Ap. 
prova l No. 164.009/ 18/ 0, published In 
Federal Register July I , 1948.) 

Approval No. 164.009/ 19/ 0. "F iber­
glas Insulation T ype TW- MC-6l1." 
glass wool Insulation type Ineombus. 
tlble M a terial Iden tical to that de· 
scribed In National Bureau of Stand· 
a rds Test ReT.IOrt NO. TQI0210-1624 : 
FP2806, dated AugUSt 9. 1949. ap­
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proved In a two pound per cubic foot 
density. manufactured by Owens· 
Corning Fiberglas Corp., TOledo I , 
Ohio. 

Approval No. 164 ,009/ 20/ 0. "Fiber. 
glas I nsulation Type PF-314 ," gla ss 
wOOl Insulation type Incombustible 
Materlaildentlcal to that described In 
National Bureau of Standards Test. 
Report No. TGI0210-1624 : FP2806. 
dated August 9. 1949. approved In a 
one-hall pound per cubic foot density, 
manUfactured by Owens -Corning FI­
berglas Corp.. Toledo 1. Ohio. 

Approval No. 164.009/22/ 0, "Fiber­
glas Insulation Type PF-316." glass 
wool Insulation type Incombustible 
Materialldentlcal to that described In 
National Bureau o f Standards Test 
Report No. T010210-1624 : FP2806. 
dated August 9, 1949. approved In a 
one pound per cubic foot dens ity, 
manufactured by Owens -Corning Fl· 
berglas Corp.. Toledo 1. Ohio. 

(R. S. 4417a. 4426. 49 Stat. 1384, 1544. 
54 Stat. 1028, see. 5 (e) . 65 Stat. 244. 
as am ended: 46 U. S. C. 387. 369, 391a. 
404. 463a. 50 U. S . C. 1275: 46 CFR 
Part 144 ) 

Dated : Odober 4. 1949. 
ISEAL] MERLIN O'NULL , 

Rear Admiral, U. S. C()(4t Guard, 
Acting Commandant. 

IF. R . Doc. 49- 806Q; Filed. Oct. (I. 1949 ; 
8 :49 . . .... .. 14 P. R. 1I11?1 

TERKlNATJON 0.- APPROVIIL 0'­

EQOD·...orr 


lCOFR 49-381 

By virtue of the authority vested in 
me as Commandant, United States 
Coas t Guard. by R. S , 4405 and 4491. 
as amended, 46 U. S. C. 375. 489: and 
secUon 101 of Reorganization Pian 
No.3 of 1946. 11 F . R . 7876, 60 Stat. 
1097. 46 U. S. C. 1. as well as the addi­
tional authorities cited with s pecific 
Items below, the following approvals 
of equipment are terminated because 
the Items of equipment covered are 
no longer being manufactured Or the 
equipment Is now manufactured 
under new approved numbers : 

Sl(lNAL I'ISTOLS 
NOTE : ApprO~1\1 wllhdrnwn becll111e 

Item II no longer mGnutRctl1ted . 

TermlnaUon o! Approval No. 160.· 
028/ 4/ 0, NO. 3 signal pistol, Owg. No. 
M-I01. dated March 1943, manufac· 
tured by Columbia Appliance Corp., 
8 Forty-third Road. Long Island City 
1, N. Y . (Approved Federal Register 
July 31, 1947. ) 

fR o S. 44 17a. 4428. 49 S~at. 1544. 54 
Slat. 346. and see. 5 Ie) . 55 Slat. 244. 
as amended : 46 U. S . C. 367. 391a . 
404, 1333. 60 U. S. C. 1275: 46 CFR 
33.3-1, 33.3-2. 59.11. 16.14 ) 

LIQOEnEti PETROlXUJf G~S VIILVES, 

FITTINGS liND GAUGts 


NOTE: Approvall wIthdrawn becJluse the 
appro~ala lTe transferred from lubpart No. 
16:1:.018 to II new Il1bpart No. 16:1:.019 , 

TermlnaUon of Approval No. 162.­
018/ 14/ 0. Rego slip tube Uquld level 
gauge. liquefied petroleum gas .service, 
marked "Rego No. 2148R," bronze 
body. Owg. No. 2148R, revised May 
22, 1941. Alt. E. and catalog 1.500 see· 
tlon L J . manufactured by The Bas­
tian-Blessing CO., 4201 West Petersen 
Avenue. Chicago. m. (Published In 
Federal Register July 31. 1947. ) 

Termination of Approval No. 162.· 
018/ 17/ 0. Model No. 62B. liqUefied 
petroleum gas tank gauge. s lip tube 
type, Owg. No. LIO?, sheets 1 to 23. 
Inclusive, manufactured by Metal 
Goods Manufacturing Co.. 106-110 
South Park Avenue. Bartlesville. Okla. 
(Published In Federal R egister Oct. 2. 
1948. ) 

Termlnatlon o f Approval No. 162.· 
018/ 23/ 0 , Model No. 62D, Iiquefted 
petroleum gas tank gauge. sUp tube 
type, stainless steel parts. Dwg. No. 
LI06. sheets 1 to 15, inclusiVe, dated 
January 21. 1948. manu!actured by 
Metal Goods Manufact uring Co.• 106­
110 South Park Avenue, Bartlesville, 
Olda. (Published In Federal R egister 
Oct. 2. 1948.) 

(R. S. 4417a. and sec.. 5 (e) , 55 Stat. 
244. as amended: 46 U. S . C. 391a, 50 
U. S . C . 1215: 46 CPR Part 38) 

CONDmONs OF TERID.NIITJON OF 

IIPPROV.U.s 


The termination of approvals o! 
equipment made by this document 
shall be made effective upon the 
thirty-first day after the date o f pub. 
Uc.atlon of this d ocument In !.he Fi:D­
ERIIL REGISTER. Notwithstanding this 
termination of approval on any Item 
of equipmen t. such equipmen t manu­
factured before the effective date of 
termination of approval may be used 
on merchant vessels so lonll' as It Is 
In good and serviceable condition. 

Dated: October 5. 1949. 

ISEIIL 1 MERLIN O·NEILL. 
Rear Adm/rul, U. S. COtUt Guard, 

Acting Comma'idall t. 
IP . n. Doc. 49- 8138; FIled. Oct. 10, 1949: 

8 :48 a . m .. 14 P . R . 61581 

fUS l8lE PLUGS 

The Marine Engineering Regula­
tions and Material Specifications re­
quire that manufacturers SUbmit 
samples from each heat of fusible 
plugs to the Commandant for .test 
prior to plugS manufactured from the 
heat being used on vessels subject to 
Inspection by the Coast Guard. A 
lis t of a pproved heats which have 

• . s . c . .... .... , .,......... oc1. ' .. ' 


been tested and found acceptable 
from September 15 to October 15, 
1949, Is as follows: 

H . B . Sherman Afallulacturing Co .• 
22 Barnev Street. Battle Creek. M ich.. 
H eats No.s. 686 through 689. 

The L unkenhclmer Co., P. O. lJoz. 
360 Annex Station, Cincinnati 14, 
Ohio. Heat No. 345. 

AFfIDAVITS 

The following amdavlts were ac· 
cepted from September 15 to October 
15, 1949 : 

McDonncll &- M iller. Inc .• Wrlgle1! 
Building, Chloogo. Ill. Valves and 
pipe flttlngs. 

Scovill Manu/acturlng Co.• Screw 
M achine Products Divisfon, P . O. lJoz. 
1820, Walerburv 91, Conn. Pipe fit­
tings. 

WilkcTSon Valve. I nc., 260 South 
Dale Court , Denver 9. Colo. Valves. 

The Williams Gauge Co., 1620­
22-24 Pcnn"vlvania Avenue, Pitb· 
burgh f2 , Pa . Valves. 

NEW PUllICAT10NS AVAlLA8LE 

The following publications affecting 
the merchant marine have been re­
leased and arc available upon request 
at place5 Indicated with each publica_ 
tion : 

Pilot Rules l or Certain I nland Wa . 
te" 01 the Atlantic and Pacl/l.c Coa..su 
alld 01 the Coast 0/ the Gull 0/ M exico. 
dated August 1. 1949. pamphlet No. 
CG 169, available from any Marine 
Ins pection OMce, U. S. Coast Guard. 
or upon wrlUcn request to Com­
m a ndant (HAl . United States Coast 
Guard. W ashington 25. D. C. 

PUot Rule" l or the Western Rivers 
and the Red River 01 the North , dated 
AUll'Ust I . 1949. pamphlet No. CG 169, 
available from any Marine Inspec.tlo~ 
OMce. U. S. Coast Guard. or upon 
written request to Commandant 
(HA) , United States Coast Guard, 
Washington 25. D. C. 

G Clleral Rule, and Regll/at/ollS /or 
Vessclln, pcctfon, Grcat Lakes, dated 
Augus t 1. 1949. pamphlet No. CO 169. 
available from any Marine I nspection 
Omce. U. S. Coas t Guard. or upon 
written reQue:; t to Commandant 
(HA). United States Coast Guard, 
Washington 25. D . C. 

Shlp's Medlcille CII(~st alld First Aid 
at Sea, prepared by the Public H ealth 
Service Rvallable from the Superin­
tendent o f Documents, Govemmenj; 
Printing Omce, Washington 25. D . C. 
Cost $3.50 per copy. 

DON'T GET CAUGHT 


WITH 


YOUR GLANCE DOWN. ,. 
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