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Use of Radar by Swedish Ships

Reports on the highly satisfactory
use of Radar by Swedish ships have
been received from the BSwedish
Chamber of Commerce, and are re-
produced below.

The following is a summarised ver-
sion of our general observations on
the use of radar, which has now been
installed in 39 vessels of the Brostrém
Line.

THE USE OF RADAR BY SWEDISH SHIPS

The apparatus has come up to the
owners' expectations generally, and
although there have been temporary
failures in all sets, the gradual ac-
guisition of knowledge by the officers
working them has increased the sets’
serviceability as well as their useful-
ness.

Some of the sets fitted in Brostrém
ships are of the 10 em. type manufac-
tured by Raytheon; others are 3 cm.
R. C. A. and Westinghouse equip-
ments. There is some divergence of

This article is reprinted from Radlo
Alds to Marine Navigation, International
News Letter No. 10, dated June 1949, and
published in accordance with the recom-
mendations of the First and Second Meet-
ings on Radio Alds to Marine Navigation
by Marine Safety Division, Ministry of
Transport, Berkeley Square House, Lon-
don W. 1, England, as an item of general
interest and does not necessarily repre-
sent the views of the United States Coast
Guard.

opinion as to the comparative useful-
ness of the two wave lengths, but after
some years of experience we have
reached the conclusion that 3 cm.
radar gives a clearer picture of the
nearer surroundings and is therefore
particularly useful for mnavigating
rivers and among skerries and for
coastwise navigation, while 10 cm,
radar is more suitable in a high sea
and during heavy squalls of rain,
snow, and hail because the radar pie=-
ture suffers less from the effects of
clutter than does that of the other
set.

It can be claimed, without exag-
geration, that the installations have
greatly increased safety in navigation
and have also been the means of sav-
ing a good deal of ships' time. This
gain has, of course, been greatest
where fog and haze have been preva-
lent, particularly in the North Atlan-
tic, North Sea, and Baltic; it has been
achieved in the open sea, along the
coast and in harbour approaches,
Farther afield, too, extensive use has
been made of radar—for example in
the Eastern Mediterranean and in
Chinese and Japanese waters, where
navigation marks and lights are not
yet fully restored since the war.

Radar has proved of great value, not
only as an anti-collision device, but
also as a reliable navigating instru-
ment in making a landfall. Well-
defined objects, floating as well as
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fixed, give correct range and bearing,
but flat low-1lving coasts and low float-
ing objects at a distance are difficult
fotrace on the P. P. 1.

The effectiveness of radar is partic-
ularly dependent on the good judg-
ment of the navigator in all circum-
stances and on the state of sea and
weather. But while much might be
written on the efficacy of the device,
we will content ourselves with quoting
from one of our Shipmasters;

Navigating without radar in fog
or heavy rain, or during darkness
close to land where no lights can be
seen, can be compared with the
plight of a man who has suddenly
lost his sight. If it is blowing hard,
he may even become deaf. He hears
no sound signals and knows nothing
of what may be moving about in the
near vicinity. Through radar he
can, as it were, be given back his
power of sight and be enabled to
navigate wisely without incurring
too great a risk to ship, cargo and
cerew. Radar is the ship’s super-
human eye. =

With regard to the question of how
often a radar set needs repair or a
thorough inspection, this varies as
much between individual sets as be-
tween differing types so that no gen-
eral rule can be given. We can say
that some of our radar installations
have been used without failure up to
one thousand hours, while others need
considerable repair after a few hun-
dred hours. Generally the trouble has
been found to be due to faults in the
valves, of which there are some 50 in
each set,

In order to ensure maximum effi-
ciency our sets are given a thorough
overhaul each time the ships return
to Gothenburg, in addition to under-
going any necessary repairs in foreign
ports. In this connection we have
found that, whereas expert service is
obtainable in almost every large port
inthe world, it is not available in many
smaller ports,

Report From the Master of Motership “*Froste’

The Froste arrived in Boston on
February 22, 1048, and the ship-
broker emphasized the absolute ne-
cessity for the ship to be loaded at
the latest by February 29 for a trip
South.

After communicating with New
York about the quickest way of dis-
charging at that port, it was agreed
to pass through the Cape Cod Canal
in order to gain 10 hours; and if pos-
sible to start discharging in New York
on the morning of the following day.
After going through the canal, we
encountered dense fog, but with the
help of radar we went ahead at full
speed for 8 hours, after which the fog
lifted. The ship commenced dis-
charging in New York immediately.
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After discharging in New York on
February 25, we proceeded straight to
Philadelphia for final discharge. Two
hours before reaching the Delaware
River we met haze and dense fog, We
contacted the pilot boat by radiotele-
phone and with the help of radar we
reached the boat and received the
pilot. Thereafter we proceeded at full
speed up river, made fast at the
allotted berth and commenced dis-
charging without delay, On February
28, when discharging was complete at
5 p. m. and we were ready to return to
New York, where we were scheduled
to be by the 20th, the visibility was
about a ship’s length.

Thanks to radar and good coopera-
tion from the pilot we left in good
order and proceeded down the whole
length of the river at full speed. On
arrival at the pilot station we passed
14 ships lying at anchor, held up by
fog. The pilot went with the ship to
New York as it proved impossible
for the pilot boat to find the ship.
We reached New York at noon on
February 29.

Two other instances worthy of
mention took place in December of
last year and January of this.

The first was on the occasion of our
arrival at Paranagua on December
23, when navigation was endangered
by thick haze. The only mark of ap-
proach to the bar is a lightbuoy.
This was clearly seen on our radar at
a distance of four to five miles. After
the pilot had boarded, we proceeded
the whole way up to Paranagua, navi-
gating solely by radar.

The second instance was when, on
leaving Buenos Aires on January 27,
we met with a pampero shortly after
departure. On account of the hurri-
cane and torrent of rain, the ship was
very difficult to handle in the narrow
passages. The radar set proved to be
an invaluable help, for we could see
distinctly the buoys in the fairway as
well as ships at anchor and those
adrift.

EXPERIENCES WITH THE USE OF RADAR IN
THE ICE-BREAKER SERVICE

The following is a precis of a re-
port made by Hugo Larsson, civil en-
gineer, on behalf of the Swedish
Government about the use of radar in
the Swedish ice-breaking service.

Object of the Trials

For the purpose of comparing re-
sults with the two wave lengths, 3 em.
and 10 cm., generally used in naviga-
tional radar, the Swedish Govern-
ment has carried out systematic re-
searches and experiments under
winter conditions in Swedish waters.
Two radar installations, each using
one of these wave bands, were placed
in the Government-owned ice-break-

er Ymer, a ship which had to endure
most severe trials during the long
hard Swedish winter.

Installed in November 1947, the
radar equipment was used during the
whole ice-breaking campaign from
November 28, 1947, to May 12, 1948,

Equipment Used

The radar sets selected for the trials
were of American manufacture; both
were typical examples of design for
the appropriate wave length.

The aerials were installed relatively
high up on the foremast, as it is al-
ways very important for the ice-
breaker service to have a long opera-
tional range—to be able to find, for
instance, a ship whose position is only
approximately known. The 3-cm.
radar had a fairly small, light aerial
which was fixed 85 feet above the sur-
face of the water and the 10 cm. aerial
?'ase fitted a little lower at about 70

eet.

The combined transmitter and re-
ceiver units were fixed in a convenient
space in the forecastle just forward
of the mast, so as to have as short an
aerial lead-in as possible. This posi-
tion imposed considerable strain on
the equipment due to vibrations from
the diesel engines and the oscillations
of the forecastle as the ship forced its
way through heavy ice. During the
test period no Ill-effects were ob-
served as a result of this shaking.

Display units were fitted up in the
chart-room so that quick comparisons
could be made with the chart, An
extra display unit for the 10-cm. set
was fixed in the wheel-house so as to
be easily accessible from the bridge.

Estimation of Type and Consistency of lce by
Means of Radar Screen Pictures

Flat surfaces of ice, like flat sur-
faces of water, gave no reflections on
the screen; reflections appeared only
when the ice surface was broken—the
rougher the surface the stronger the
reflections. When the motion of the
sea broke up the ice it formed blocks
with rectangular faces which froze to-
gether to form a large number of
groups of surfaces mutually at right
angles. The result was nothing short
of a huge corner reflector assembly.
A rugeed ice surface of this type al-
ways gave very clear reflections up
to a distance of 2 to 3 nautical miles.
As the individual “reflectors” were of
moderate size they were more no-
ticeable with the 3-cm. set than with
the 10 cm.: a clearer display was re-
ceived, with more details, due to the
greater power of resolution possessed
by a 3-cm. set,

An intelligent use of the gain con-
trol, in conjunction with the control
normally used for reducing sea clutter
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effects gave very exact impressions of
ice field surface conditions, In this
way a channel through firm ice could
be distinguished. Even old channels
covered by snow and invisible to the
naked eye appeared on the screen.
Pack ice patches frozen into fixed
smooth ice fields appeared on the
sereen as islands of light on a dark
sea. Generally a direct relationship
was noticed between the “reflection
factor’; L e., the light intensity on
the radar screen, and the resistance
of the ice against the propulsion of
the ice breaker. The darker the ice
appeared, the greater the speed; the
lighter the ice, the lower the speed.

After a little training it was found
that the nature and consistency of
the ice could be judged with greater
accuracy by means of the radar dis-
plays. Firm ice could be distin-
guished from open water by the lack
of sea clutter, even with a high gain
sefting. Ice formations like solid pack
ice which were difficult to force could
be distinguished from open water by
the change in the apprarance of the
sea clutter, which was constantly be-
ing altered by the rotation of the
aerial; reflections from ice always re-
curred at exactly the same points.

Drifting ice floes gave strong reflec-
tions, often at distances up to 3 to
4 nautical miles. Ice walls showed
up on the screen as long, straight
stretches as did the overhanging edge
of ice formed by the actual breakage
of the channel.

Navigation and Determination of Position by
Means of Radar

Radar made navigation easier not
only in darkness and bad visibility but
in clear weather. When all floating
seamarks had been withdrawn precise
calculations of position were made
from the radar display. Bearings at
known distances from various land-
marks were checked and it was found
that accuracy fo the order of 50
metres on a chart of scale 1: 50,000
was obtained. Risk of confusion in
the landmarks selected was elimi-
nated by taking bearings and calcu-
lating distances from several points in
different directions. This process sel-
dom took more than half a minute.

The identification of the radar dis-
play with the chart presented no dif-
ficulty. The art of reading the radar
display without comparison with the
chart was soon mastered. Care had
to be taken in this matter for coastal
contours might change their appear-
ance through the formation of ice-
bergs or towering blocks of pack-ice,
and on long fiat beaches ice might be
stranded and blend in with the coastal
contours, High factory chimneys and
other tall objects, water towers and
lighthouses, were used to take bear-
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ings but some skill in selecting these
was needed,

Plotting Positions of Other Ships by Radar

When the ice breaker’s position had
been determined it was possible to
calculate the position of other ships.
The course, speed, and direction of
the other ships could be ascertained
by continual plotting, The movement
of any ship after it had been located
could thus be followed and a check
kept on her position after the breaker
had released her from the ice. When
navigating in a channel with ice floes
drifting about it was often difficult to
distinguish between reflections from
ice floes and from ships; fishing ves-
sels and pilot cutters were particularly
difficult to distinguish. Consequently
a vessel with radar equipment is not
relieved of the duty of proceeding
cautiously and of giving the pre-
seribed signals when visibility is bad.

Superintending Convoys by Meons of Rador

For controlling the position of ves-
sels in a convoy the 10-cm. wave
length proved more satisfactory than
the 3-cm. wave length. The reflec-
tions from rough ice favoured obser-
vations when the ice breaker was fol-
lowing her own course through the
ice, but it caused difficulties when
using the 3-cm, radar for ships which
were nearest in the convoy; sea clut-
ter likewise caused difficulties on open
waters. Asa rule the 3-cm. radar was
adjusted for the best possible ice re-
flections to facilitate the navigating
of the ice breaker itself; the 10-em.
equipment was then adjusted to cause
the disappearance of the ice refiec-
tions so that ships in the convoy
appeared plainly on the dark back-
ground.

The use of radar enabled the posi-
tion of ships in a convoy and the
position of one ship in relation to the
others to be observed at any given
moment. The ice breaker was thus
able to adjust its speed to that of the
vessel which found most difficulty in
maintaining its place in the convoy.
Effects of Falling Snow With 3-em. and 10-cm.

Wave Lengths

Snow storms generally had no more
effect than a correspondingly heavy
rainfall. Although snow storms were
reflected at distances up to 10 nautical
miles with 3-em. radar they seldom
caused any trouble to navigation.
Only on isolated occasions were the
storms heavy and the effects could
generally be dissipated by coupling in
an F, T. C. circuit. With the 10-cm.
equipment snow storms could be ob-
served only on exceptional occasions
and they could always be eliminated
by using F. T. C.

Effects of Very Low Temperatures, Heavy
Relling, ete.

Low winter temperatures had in
themselves no effects on high fre-
quency radiation, yet it is essential
that apparatus to be used in winter
should be able to withstand extreme
cold., At temperatures below —20° C.
it was found that there was difficulty
in rotating the antenna of the one
set; the other was able to tolerate the
lowest recorded temperature, —32°
C., without any trouble.

Mechanical stability was satisfae-
tory in both installations. Neither
the violent shaking and vibration
often encountered with proceeding
through heavy ice nor rollers causing
a list of 45" had any effect on the
efficiency of the apparatus.

Conclusions

Radar is perhaps of greater assist-
ance to ice breakers than to any other
ships in civilian service. It can also
help ships constructed for ice service
and can often enable them to dispense
with the services of an ice breaker.
For vessels plying in open water a
10-cm. set would seem more useful
in view of the limitations which strong
sea-clutter imposes on the use of a
3-cm. set. For winter service the lat-
ter is better for estimating the char-
acter of ice conditions and this out-
weighs the disadvantage of sea-clutter
reflections. On ice breakers a set of
each type is recommended, the 3-cm.
for ice navigation, the 10-cm. for
caleulating position and controlling a
convoy. With the two installations
one can relieve the other and a con-
stant radar watch be maintained.

The results given were achieved
during a Northern winter when visi-
bility is usually bad; floating naviga-
tional marks, buoys and lightships
were often frozen in or shifted from
their proper locations. It was there-
fore of inestimable value to be able
to take precise bearings, like those
which were computed from radar
echoes, to islands, capes and other
identifiable fixed points. The search
for ships whose position was only
approximately known was facilitated
and ships in convoy were sucecessfully
supervised by radar irrespective of vis-
ibility. The ice breaker was able to
select the best passage through the ice
fields by utilizing stretches of less
solid ice, drift ice and rifts with open
water. Thus time and energy were
saved. If no easy passage was avail-
able the breaker had advance infor-
mation of unfavourable conditions
and could warn a convoy to reduce
speed or to stop. This greatly reduced
collision hazards in fog and darkness.

Nore—Due to lack of space, the illus-
trations accompanying this article could
not be reprinted and all references thereto
were omitted.
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CORRECTION

In the article entitled “Motorboat-
mg for 1950—Holiday or'Holocaust?"
of the March 1950 issue of the “Pro-

ceedings"” an omission was inadvert-
ently made in Question 7 under the
general heading “Hull.” The sen-
tence as corrected should read “Are
the name and hailing port of your

Numbered and Undoecumented Vessels

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 Guard district by Customs ports for the quarter ending March
3L, 1950. Generally speaking undocumented vessels are those machinery-pro-
pelled vessels of less than 5 net tons engaged in trade which by reason of
ionnage are exempt from documentation, They are also those motorboats and
motor vessels of § 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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documented yacht displayed con-
spicuously on the hull and is the
official number and net tonnage per-
manently marked or carved on the
main beam? Yes. | No.

FIVE-BLAST FIRE SIGNAL

CALIFORNIA—PORT HUENEME—
Fire Signal for vessels not under way
in the port of Port Hueneme—to be-
come effective May 15, 1950:

RuLe 1. FIRE SIGNAL: In the
event of fire occurring on board any
vessel in Port Hueneme Harbor, ex-
cept vessels underway, such vessel
may sound five prolonged blasts of
the whistle or siren as an alarm in-
dicating fire on board, or at the dock
to which the vessel is moored. Such
signal may be repeated at intervals to
attract attention, and is not a sub-
stitute for, but may be used in addi-
tion to other means of reporting a
fire. The words “prolonged blast”
used in this rule shall mean a blast
of from 4- to 6-seconds' duration.
The signal is not to be used for other
purposes In this harbor, Ezcerpt
Jrom Notice to Mariners, No. 16-50,
issued by Commander, Eleventh Coast
Guard District, April 14, 1950.

The complete list of ports having
already adopted the five-blast whistle
or siren signal was published in the
"Proceedings of the Merchant Marine
Couneil”, Vol. 6, No. 12, December
1949,

Courtesy Lykes Fleet Flashes,

How te Make Soldering Safer

1. Alwoys wear sofely goggles or foce shield,

2. Protect skin from spattering metol by keeping
sloeves rolled down, collor buttoned, ond wear
gloves.

3. 1! used, solder pots must be thoroughly dry.
Nover put chilled or moist moterials into molten
matals,

4. Use opproved irom rest,
on combustible surface

5. Disconnect iron after it is ured.

6. Apply Bux or ocid only to fip of soldering
iran.

7. Ba sure oll explosive vopors hove besn re-
moved befors opplying soldering iron to containers.

8, Don't test temperoture of iron by helding it
closm to the loce,

9. Do net snap or throw off wiplus solder. Kew
@ dry rag of hond to wipe off excess molten metal.
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ANOTHER BOILER CASUALTY

There oecurred recently a boiler
casualty which illustrates some points
of interest to fireroom operating
crews. The vessel was on a voyage
to the east coast of the United States
and the west coast and return via the
Panama Canal

The fuel supplied to the vessel in
question was a very heavy variety of
oil which required heating to a tem-
perature of 228° F. in order to reduce
the viscosity to 150 seconds Saybolt
Universal. The latter is considered
the optimum viscosity for the proper
atomization of the fuel oil in the ordi-
nary mechanical burner. On the
westward vovage, it was found that
the proper atomizing temperature
of 228° F. could not be attained with
the equipment on board and by the
time the Panama Canal was reached,
the air pressure in the furnaces had
increased considerably and the super-
heater temperature had commenced
to drop. This indicated that the gas
passages were restricted, and, ac-
cordingly, permission was requested,
after leaving the Canal, to clean the
fireside of each boiler in turn. Upon
opening the bollers a considerable
yvellowish deposit was discovered on
the tubes. This deposit was assumed
to be sulfur. The firesides of both
boilers were scaled and water-washed
and the vessel then proceeded to San
Pedro, calif. Smokeless combustion
wns maintained in spite of the diffi-
culty in obtaining the proper tem-
perature of the fuel oil, by feeding
in excess alr and eutting down the
power developed by the boilers,

On the return trip combustion was
maintained in the manner described

1WAS TRYING |
TO SAVE TIME /T CAN
THE WORST WAY | SEE

THAT!

-

mAVIORAL SAFRTY CouNoIw
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above and the trip was otherwise un-
eventful until the vessel cleared the
Panama Canal for New York. Soon
after leaving the Canal heavy
weather was encountered with wind
varyving from force four to nine.
Shortly thereafter it was discovered
that the boiler casings in several spots
had been overheated and buckled.
Precautionary measures were there-
upon taken consistent with the safety
of the vessel. Upon the conclusion
of the voyage, an examination re-
vealed that parts of the boiler casings
and refractories were considerably
damaged and one 4-inch side water-
wall tube was damaged sufficiently
to warrant its removal, The cost of
repairs was approximately §12,000.

The use of excess air invariably re-
sults in an over-all lowering of fur-
nace temperature. At first glance it
would seem that this statement is
inconsistent with the fact that local-
ized overheating of the boiler de-
monstrably took place. However, the
inconsistency is more apparent than
real. What probably happened is
that the deposit on the tubes noted
by the chief engineer, and which was
undoubtedly due to poor combustion,
Increased to the point where the gas
passages were cut down markedly.
This then directed the products of
combustion toward the sides of the
boiler instead of the uptakes. This,
in turn, produced a “torching action™
or a concentration of heating in one
locality instead of throughout the
furnace generally which resulted in
overheating in specific localities.

It is thought that the engineering
force of the vessel concentrated on
correcting the results of the poor
combustion experienced (plugging of
the gas passages) instead of the cause
thereof (inability to raise the tem-
perature of the fuel oil to that nee-
essary to reach the correct viscosity
for proper atomization)., It is evi-
dent that the tubes of the fuel oil
heaters were coated with a deposit
from the heavy fuel oil supplied on
the voyvage in question, or possibly
from oil burned on previous voyages,
to the extent that the rate of heat
transfer between the steam and the
fuel was dangerously reduced.

It appears to the Coast Guard that
the proper approach to a solution of
the problem encountered by this ves-
sel would have been to clean the
fuel-oil heaters or attempt in other
ways to obtain the proper temper-
ature. The cleaning of the boiler
tubes was necessary, of course, but
as shown by subsequent events would

,f__———::_:—-_i-——_ - -F—q

have had no effect on the poor com-
bustion which could and did result in
replugging of the gas passages.

There are several methods which
have been successfully used in clean-
ing fuel-oil heaters. The commonest
and quickest, although possibly not
the most efficient, would be to isolate
one of the heaters, break the fuel oil
connections, and blow steam through
the coils, If the deposits were not
too firmly baked on, this method
would probably do the trick. An-
other method which demands slightly
more elaborate equipment would be
to isolate one of the heaters as be-
fore and circulate some fuel-oil sol-
vent, such as kerosene or one of the
new cleaning compounds, through
the heater until the tubes were clean.
If, in spite of these measures, it still
appeared impossible to reach the de-
sired temperature, the ofl in the set-
tling tanks could have been heated
by means of the tank heating coils
to a temperature such that the fuel
heaters could have raised it the re-
mainder of the way to 228° F.

The oil supplied this vessel was un-
doubtedly such that some ingenuity
was necessary in burning it safely and
economically. However, it is thought
that by application of one or the
other of the measures described in
the preceding paragraph a proper
atomization temperature could have
been attained. What actually hap-
pened, of course, was that the engi-
neering force tackled the result of the
trouble rather than the cause.

THE RIGHT WAY IS THE SAFE WAY

Many men believe that there is no
need for them to wear protective
equipment or to change to a safe
method of doing a job. They say,
quite truthfully, “I've been doing the
job that way for years and never got
hurt, Why should I change?"

Let's look around the ship. Take
the lifeboats. The ship has been
wearing those all her life and has
never had to use them except under
conditions wherein a single lifeboat
would have served as well.

Why is it that a man who has never
had a chip in his own eye won't wear
goggles, but the fact that a ship had
never sunk from under him would not
persuade him to go to sea on a vessel
that did not carry lifeboats?

Why is it that men will not even
see or recognize a hazard until it
sneaks up and clips them from be-
hind? Offhand, one would think that
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a man walking around an engine
room would see an open section
where the floor plate had been re-
moved. Reports show that this is not
s0. In fact there are cases in which
the man who took up the floor plate
later stepped into the hole. A Coast
Guard floating unit recently reported
such an accident.

The prevention of these accidents
won't result from telling men to watch
where they are going, but it can be
done simply by stretching a line
around the opening a foot or two
back from the edge, When a man
must stop to duck under the line, he
will, in most cases, see the opening
and avoid it.

The man who opens the floor plate
should rig the line before he lifts the
plate and take it down when the
plate is replaced.

Of course, some potential causes of
accidents can only be recognized by
the human element and guarded in
the mental processes of the in-
dividual—if he will allow himself to
become safety-conscious. There are
some hazards aboard ship that can-
not be removed—such as open
hatches, work aloft, wet decks in
heavy weather, etc. Accidents from
such causes can be avoided only
through use of safety devices and
exercise of the alertness and skill
which distinguishes a seaman from a
land-lubber.

But other hazards can be easily re-
moved—oil leaks, broken hinges on a
door, loose handrails, or poorly stowed
or secured stores. When these are
observed, some men just say, “That's
going to hurt someone if somebody
doesn't do something about it.”

A real seaman would correct the
condition himself or, if he was unable
to do so, would call it to the attention
of the cognizant officer so that correc-
tive action could be taken bhefore an
accident occurred.

Safety is not something that just
happens. Accidents do. It takes ef-
fort on the part of all hands to take
proper precautions, furnish or obtain
proper protective equipment, recog-
nize hazards, and do every job the
right way.

There's no doubt that some duties
are hazardous; some jobs are more
likely to result in accidents than
others. If we all kept perfectly still
and did nothing we could probably
keep from sustaining injuries. But
we could hardly be accused of per-

Know
Practice
each

SAFETY
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forming our duties, either. Obviously
our objective must be to get our jobs—
whatever they happen to be—done
with a minimum risk of accident
under given conditions. If it is
necessary for a ship to lower a boat
in the teeth of a howling gale it is a
job that has to be done, an unpleasant
one, bput one that finds every officer
and man striving toward a single aim,
straining to perform the operation in
as safe a manner as is possible. So
whatever is involved, whether it is
lowering a boat or earrying a bucket
of water up a ladder, keep in mind
that “the right way is the safe way.”

ARE YOU A DOCTOR?

It has been said that “He who
treats himself has a fool for a doc-
tor.” The same is magnified tenfold
when a merchant seaman takes it
upon himself to be both a sailor and
a physician. The effect of self-treat-
ment upon physical and mental proc-
esses is such as to cause hazards. The
history of medicine has been marked
by steady progression in the treat-
ment of diseases and the preservation
of health. During recent decades the
normal life expectancy of an.individ-
ual has been increased by more than
20 years. Many discoveries have been
made—discoveries which led to im-
provement of general health.

For example, the story of sulfanila-
mides and of penicillin is known to
almost every one; the amazing results
achieved by insulin in diabetes and
vitamin therapy in the deficiency
diseases. All these wonders of med-
icine and many more are available to
you. However, their use requires a
little common sense. Education in
medicine has brought its share of
thoughtlessness and recklessness in
the use of many stimulants and drugs
easily available from sources other
than the conventional sick bay.

Frobably the greatest offenders of
these easy-to-obtain items are alco-
holic, nicotine, benezedrine, caffeine,
sulfa drugs, and various aspirin
compounds. All of these if given in
small enough quantities over short
periods of time are entirely harmless,
It is only when used in excess or for
prolonged intervals that dire effects
are brought about in the body.

Alcohol as an astringent and disin-
fectant reduces body temperature by
evaporation. Internally, it is a nar-
cotic widely used as a stimulant but
which may do more harm than good.
Usually the stimulation is temporary
and is followed eventually by various
stages of mental depression, stupor,
and occasional coma. The effect
upon vision is extreme as evidenced
by blurring, spots before the eyes, and
double negatives. Caffeine is a very

effective stimulant found in appre-
ciable quantities in coffee, tea, and
cola beverages. It has an important
use in medicine as a respiratory, heart
and physics stimulant and as such
has saved many lives. However, ex-
cessive and continued wuse leaves
marked characteristics upon the nerv-
ous system and blood vessels.

Benzedrine sulphate is another
stimulating drug, extremely potent
now famous among various oeccupa-
tions for its ability to delay the desire
for sleep. It should be used only on
the advice of a medical doctor who
will prescribe the correct dosage.

Nicotine probably has the widest
usage of the entire group because of
the world wide adoption of smoking
as a habit. Suffice to say that when
the intake of tobacco smoke is ex-
cessive, the amount of nicotine ab-
sorbed by the body may be large
enough to cause deflnite changes in
ones nervous and circulatory system.
Extreme nervousness, visual disturb-
ances, and insomnia may result.

Self medication with many sulfa
drugs now offered for sale is increas-
ing day by day and the complications
due to incorrect dosage of sulfanila-
mides becomes alarmingly severe and
occasionally fatal. In addition to
nausea, vomiting, and double vision
it may cause skin rashes and erystal-
lization in the kidneys to such an
extent as to obstruct the flow of any
fluids temporarily or permanently.
Indiscriminate and repeated use of
sulfas for minor colds and sore
throats results in susceptibility to
pneumonia. This will result in the
sulfa drug being powerless to combat
the germs now well accustomed to
the drug.

Aspirin and allied compounds in
repeated or overdosages have been
shown to cause “oxygen want” in a
manner like unto alcohol.

The human body is an essentially
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more complex mechanism than is a
merchant vessel. The tools for its
servicing and repair are valuable.
Properly used they will be of tremen-
dous value in the preservation of
health and the treatment of illness.
Improperly used they may cause ir-
reparable damage. For your own
sake, do not self-medicate.

EXTENSION LIGHTS

An extension light is as much a tool
as any wrench, hammer, or saw that
might be found in a tool kit. Too
often, though, it is not thought of in
this manner and, as a result, is sub-
jected to much thoughtless and care-
less handling by the very people who
are meticulous in the care of their
other tools.

This forgotten tool, which is often
the only possible source of light in
many locations, will give long and de-

pendable service, with complete safe-
ty. If the following few precautions
are observed:

DON'T improvise or use makeshift
extension lights. Metallic sockets,
improper wire, and worn insulation
increase the hazard of getting a shock.

Always use a well-guarded lamp. If
flammable liquids, vapors, or dusts are
present, make sure that you are using
a safe type of lamp and guard: ask
your supervisor if you are not entirely
sure.

Avoid using a lamp with frayed or
badly worn extension cord, loose con-
nections, or a broken plug or socket.

Do not try to patch the insulation
of a defective cord: get a new cord.

If the cord is too short to reach the
necessary distance, do not splice it;
get a new cord or another extension.

It is bad practice to pull on the
cord to disconnect a wall plug; the

wires may be loosened or pulled free
from the socket.

Pulling a cord by the lamp socket
is bad practice, because the cord may
catch and be pulled free.

Dragging a cord over nails, hooks,
tools, or other sharp edges may cause
cuts in the insulation and short cir-
cuits: if lammable vapors or dusts are
present, an explosion may result,

Do not allow the extension cord to
touch acids, oil, solvents, or even wa-
ter unless it has a proper kind of insu-
lation to protect it. Courtesy, Safety
Review, Department of the Navy.

CASUALTY STATISTICS

A compilation of the casualty sta-
tistics for the fiscal year 1949 (July
1, 1948, to June 30, 1949) is reprinted
in tabular form below. This tabula-
tion is made on the basis of casualty
cases closed as of September 30, 1949,

Casualties to Vessels, Fiscal Year 1949

[July 1, 1948— June 30, 1949]

|
Groundings | Collisions | (SRS | o oy | Damaeeto | m--{f;i::-:-tmfl [
i with other ecllknpos l‘\[‘l(‘ﬁil.lﬂ“ | lifesaving matbriol Totals
fovmdlerings vissils objoeuts equipment | gy ,!
NI DO O CRIIRIEIS o s et ssrin st e e et i sk 90 a0 434 2 a1 120 2,143
Number of vessels MVoIVed e e e e e e e an e ey Hes 434 24 31 320 2,55
Gross tonnage of United States merchant vessels involved ... 4, 181, 850 2, 0, M2 2, (K34, D41 424, i HAPR L 2, 0, (N 10, 002,
Number of inspected vessels Involved .. oo . ... 482 2 S04 [ 40 . g I, G631
Number of uninspected vessels involved ... an7 A0 [t 148 1 a2 w2
Type of vessels involved:
Passenger...... i 10 15 15 il R iy N kL)
Freight. . 301 214 A <] 105 o3
Tank vessels. . ¥ 155 104 105 o 3 n 43
Publie vessels. = ST T ) S ’e NOPRIUSEPUE=7{ NS | =
110 R S DO, SO S T e A | 13 M | x 1l | 07
e 4 | 17 i 17 270
{1] 7l 12 1 270
i [ PO, R g —— 70
5 | 177 17 [ a1
Persons on bonrd; | |
T e PRk e S0 S VRSt 2,143 3.m7 b, 288 1,004 13 B, A 16, 4
(o A A R =B S 5T L e S D e 18, 185 12,407 13, 050 2,857 | ), Y 13, 010 ), 755
Value of property involved: |
Vissels. . b4 | ST, 14,005 | BAG, 403, 520 | $4T2 064, 704 | S122, 710,27 | 54, 165,000 | $408, 308, 121 1$2 335, 278, 767
oo 120,797,708 | STROLLO7T | $47, 281,020 | $15 201,064 0,557,740 | 00,081,308 | K62, 742, (68
th , | I 140 b - 1] 1] 4 315
Number of cargoes that did not report valoe_.__ 130 200 ry.] 19 17 o 510
Damages reported: |
. ] St £4, 670, 182 £2 124,415 &4, 081, 702 S5, 420 $2,252, 20 | 827, 641, 155
e L Y = SN e ) £5440), 472 | £701, 570 $18, 371 506, 810 " 005, 458 $2, 282, 87
Number of vessels that did not report damage. .. ... 1] e | 11 | \ & | 12 158
Number of cargoes that did not report damage ... 0 | 0 b 3| i 144
Vissoels totally lost:
ke R S TR S v R« L R 5 1 1 4 [, S, | . | ~ 14
Clross tonnage._ ... 15, A 2,081 1y w2 =PRSS I el S PR s, (00
Unlospected.______ . Lo 105 2 7 Rl L 20
- L e i e e GO R 3,213 1, 744 =l 3, 740 | __ = 2 — 5. 770
Number of casunlties due to personnel fault: | |
Employed under levnse or certiffieaté .. ... ... i " o Eiiecat I T 133
T e s TR el SR e A e A kT i a2 (1Y - 160
Lives lost in ensualties:
Passengors; | ‘
Ofinspecied vessels____ ... . . il 0 | 0 i 0 o 1
Of uninspected vessel$o oo | 45 1] 2 7 o 2| o
Crow: |
Of inspected vessils__.... A 3 2 0 3 g il 21
Off uninspectod vessels__ o it | an 5 ) 0 7 128
Assistunce rendered by U. 8, Copst Guary L ficy 18 I 5 | 1" 136
Dieaths not Involving casunlty to vessel:
Pussengers. - 5 [ CIATITEIREN . 77 T N S e (.. ) | P - . w1, .
Crow._____... > o i ) Sea kAt b ik 8 | | SR % i e ke
Stevedores _ H O N

! Workmen,

NoTE,—Injurics to personnel not involving casnalty to vessel: Number of personne] (neapacitated for mare Uwn 72 hours, 296, Tabulation made on basis of

casunlty cases closed os of Sept, 30, 1MY,
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Equipment Approved
by the Commandant

~ WELDING ELECTRODES

The following type of electrode has
been tested in accordance with the
requirements of ASTM designation
A233-48T for mild steel arc-welding
electrodes in the presence of an
American Bureau of Shipping Sur-
veyor and the test report indicates
that the requirements were met.

Harnischfeger Corp., 4400 West
National Avenue, Milwaukee 14, Wis.
Harnischfeger Corp. (Manufacturer),

80LE (1 Cr-'4Mo), AWS Symbol
ET015.
OPERATING POSITIONS AND ELECTRODE

S1ZES

The #4"’, 13", and %."" diameter
electrodes will be allowed for all po-
sition welding. The %', Ta’’, and
Y4'' diameter electrodes will be al-
lowed for horizontal fillet and flat
position welding, The %" diameter
electrode will be allowed for flat po-
sition welding.

FUSIBLE 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
list of approved heats which have
been tested and found acceptable
during the period from January 15,
1950, to April 15, 1950, is as follows:

The Lunkenheimer Co., P. Q. Box
360 Annex Station, Cincinnati 14,
Ohio, Heats Nos. 350, 351, and 352.

ELECTRICAL APPLIANCES

The following list suplements that
published by the United States Coast
Guard under date of May 15, 1943,
entitled “Miscellaneous Electrical
Equipment Satisfactory for Use on
Merchant Vessels," as well as subse-
gently published lists and is for the
use of Coast Guard personnel in their
work of inspecting merchant vessels,
Other electrical items not contained
in this pamphlet and subsequent list-
ings may also be satisfactory for
marine use, but should not be so
considered until the item Is examined
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 APPENDIX

and listed by Coast Guard Headquar-
ters. Before listings of electrical ap-
pliances are made it is necessary for
the manufacturer to submit to the
Commandant (MMT), United States

Coast Guard Headquarters, Washing-
ton 25, D. C., duplicate copies of a
detailed assembly drawing, including
a material list with finishes of each
corrosive part of each item.

Location apparatis moy be gssd

— T |
Munufacturer and deseription of equipmient Passongor | ©0 0 Pamp | Pateof
“'"I‘Ir"'“ earn, | Open | rooms | Action
duptiets | and | decks | of tank
| ﬁ" PUB= | wnrk vessels 1
CSPACYS | Siices
Muriin Mig. Co., I‘hIInrltll;nluu Pa.:
Colling light, ||u||\=luhrl ghit, 132 watt eiroline fuorescont |
]llmp wnid 2 Fwatt nenndescent lnmps, H0-125 volts | | .
AC anly, mu.r no, 13T 1aTA R 2 .. e | [P 280
Desk lnmp, nonwntertight, 1 Sewatt finorescent lamp,
110125 volis AC anly, dwg, no, 1446, alt. 0 . e Xz
Mirror light, nonwatertight, 1 -watl I‘Iunnuunl I.mm. |
110-125 volts AC anly, ll\ng N0 TS A s s sosnenie]l] B leiidediselobdnsi | ®2/s0
Berth light, nununltnlrlll. 1 fewntt Muoreseent |lIIII]J |
L16-125 volts AC anly, dwe. no, 106, ali, 0. ... x - - H2/50
She-Trans, Ine., Ameshury, Mass.; |
Electrie telegraph indieator, internal units, types 1, 2.3
and 4, dwg. No, B-1, nle 1 = =L 33250
Eleetrie telegraph transmitter, internal umit, dwg. no. |
LT L Ty S R R e R e S VERETE . e > | 322/50
Eleetrle tolegraph constant ringing snd trouble relay, |
watertight, dwg, no, E-100, alt, 1 x X " (i RIS 3/22/50
Bell il Lxullp indieator, “f W 3 nml ﬁ. watertight, 113 |
volts AC or DO, dwg. no, H-100, alt x | X X - 3/22/50
Rudder ull-'ln mmumtl- r, mtin | to I 'anhrlh.lll s | |
volts AC z SR X X - L
The Simes Co., (nllu.l P Long Island, N, Y.:
Muminated ﬁ:;m light, :mrliuht 1 2w Iumn | |
max., dwe. no, $10846, AR ham ) N x = = 20050
Term-Marine C arp., New ‘ulrk NG Y
Male terminnl tubes, bess, et nos, M-@s, 3% Ips, 10 |
M-300 i ips, inel. . X x x - 2150
Female terminal :nlm. hnm-e cat, pos, F- 035, 34 Iper 10
F-a12, M ips, inel. oo 5 | x % 2713/
--tutnm. tibes, s, type A, eut, nos, -wun -11. ||h, 0
S-400A, 3 ips, inel,. .. X x S SO 211350
Stulling Illlr! I:mLﬁ.* lHn B, eat. nos, SHGSH, "tipﬁ 1o |
S-2128, 215 ips. inel . . oev. %] X x X 21/
ws, hrass, type O, o |
s i]ns. Int‘l x X ¥ Eemnswse] 211350
Crouse-1inds Co,, mnu-uu . N
Searchlight, pilothouse mntwl watertight, cat, no. |
SENT-B, for 100W, 12V Junp, eut, no, H36-H, for |
250W, 15V Inmnp, eat, no, 443606-18, for S0W, GV lrmm. | | |
dw, 10, 90-KH, alt. 0er x | x x ceeciaees| 2R[0D
Searchlighr, pilothouse control, “nh-nh.h!. vet. no. | '
4801-B, for 100W, 12V lamp, cal. no. $43060-B, for
25w, 1av lamip, cat. no. 443501, for 50W, 6V lamp,
duu o, 8-K 11, alt, O e X X x vosernees| 2RO
The L, €, Doane e, Essox, Conn
Peilestal nssvmbly for desk light lh.tun no. 80, dwg, no,
B30, nlt, 0 boaTr s T £ 3 e N p—
0\|-rlmn! lghting I'Ixum nonw nlerllnllt 3 Swatt floo- |
resoent lnmps, 110-125V AC only, dwg. no. %98 & C, |
alt, 0. . 3 srsrea e il eiie.) | (IR
Overhend Iiplllillﬂ ﬂuurv uunwah-rlikht 4 B-watt fluo- | | |
reseent lnmps, 110-125V A C only, dwi, no, 42, alt. 0, | = STy L T _--....--I 471050
Hensehol Corg., Amaosbury, Mass.: | |
Movhanienl t{lll'g'rnph wrong direction signal contacts,
115 volts max,, watertight, dwg, no, 11-119, alt. 3. . x x S S - (Y]
General nlarm contact maker, t;'pn-q B & C, watertight,
dep. no, B0-017, All. 8 e e e e ] x | X S, BS— Y L
Luminator, Ine, Now )nrk,.\ p ]
Ceiling !iulnn nonwatertight, l 10+watt lamp mux., | |
fixture o, L-9146, dwg, no, 9140, alt, 2. — x -l an4/s0
Table lamp, nunnuturl.igln lluu-wuu lam p minx re
no. L0135, dwg. no. ills.'i, alt, 3. x | IRESERSIY AIRCETEes Attty e 10 1
Toilet ense lght, nonwatertight, 1 80-watt lamp max., |
lamp max,, dwie. no, 91564, alt. 2 el x i it iaeiess] 1IN
Desk lamp, ‘nonwate I'1IKhI.. 2 2.5 Witl lamps mox,, o far
mounting on (neombustible materinl only, dwg. no, ‘
RUTEH N[ I — X A ! J——— . . f
Ceiling Axture, nulmnh-nighl 1 s-watt lmup lruu, | |
fixture nos, L-9150 and L-9151, dwg. no. 9150, alt. % LIS, PN I ¥ 1
Desk light, umlwauﬂi:isl 1 Swatt lwmp max., -lqu | |
no, 9145, alt. 2. ol | X L 1131450
Berth Ihehr. nonw muniuhl 1 25-watt Lun:p max e
SN T I SRR SN S e S X ‘---.. | L350
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AFFIDAVITS

The following affidavits were ac-
cepted from March 15 to April 14,
1850:

The Babcock & Wilcoxr Tube Co.,
Welded Tube Division, Alliance, Ohio.
Ferrous pipe and tubing.

Mercury Foundry, Inc., 2621 West
Fort Street, Detroit 16, Mich. Cast-

Pacific Valves, Inc., 3201 Walnut
Avenue., Long Beach 7, Calif. Valves
and fittings.

Rockwood Sprinkler Co., 38 Har-
low Street, Worcester 5, Mass. Valves
and fittings.

The following affidavits were can-
celed:

Pacific Valve and Pump Co., 2976
Cherry Avenue, Long Beach 6, Calif.
Valves and fittings.

ARTICLES OF SHIPS' STORES AND SUPPLIES

Articles of Ships' Stores and Sup-
plies certificated from March 25 to
April 25, 1950, ineclusive, for use on
board vessels in accordance with the
provisions of part 147 of the regula-
tions governing explosives or other
dangerous articles on board vessels,
are as follows:

Residex Corp., Foot of Centre Street,
Newark 2, N. J., Certificate No. 305,
dated April 6, 1950. "Residex No. 2."

Residex Corp., Foot of Centre Street,
Newark 2, N. J., Certificate No. 3086,
dated April 6, 1950. “Safticide.”

“Allright” Chemical Co.. 607 West

138th Street., New York 31, N, Y,
Certificate No. 307, dated April 7, 1950.
“Spray-wonder."”

TERMINATION OF APFROVAL OF POWER
BOILER

[CGFR 50-10]

A notice regarding the proposed
termination of approval No. 162.002/
32/0, power boiler Cyclotherm steam
generator, type MC-80, granted to the
General Furnaces Corp., was pub-
lished in the FeperaL RecISTER dated
February 17, 1950, 15 F. R. 872, and
a publie hearing was held by the Mer-
chant Marine Council on March 28,
1950, at Washington, D. C.

By virtue of the authority vested in
me as Commandant, United States
Coast Guard, by R. S. 4405, 4417a,
4429-4433, 4491, 40 Stat. 1544, and sec.
5 (e), 55 Stat. 244, as amended, 46
U. 8. C. 367, 375, 391a, 407-411, 489,
50 U. 8. C. 1275, and sec. 101 of Reor-
ganization Plan No. 3 of 1946, 11 F. R.
7875, 60 Stat. 1097, 46 U. S. C. 1, the
following termination of approval is
prescribed:

BOILER, POWER

Termination of Approval No. 162.-
002/32/0. Cveclotherm steam genera-
tor, type MC-80, horizontal fire tube
steam boiler, welded shell and fire-
box, Dwg. Nos. C-549-E dated 15 June
1944 and C-551-D dated 16 June 1944,
material, design, and construction in
conformance with U, S, Coast Guard
Marine Engineering Regulations and

Material Specifications, Parts 51, 52,
and 56, approved for type design only,
manufactured by Ames Iron Works
Division of General Furnaces Corp.,
90 Broad Street, New York 4, N. Y.
(Approval published in Feperar REG-
1sTER dated July 31, 1847, 12 F. E.
5221.)

CONDITIONS OF TFRMINATION OF
APFROVAL

The termination of approval of
equipment made by this document
shall be made effective upon the
thirty-first day after the date of pub-
lication of this document in the Fep-
ERAL REGISTER. Notwithstanding this
termination of approval on any item
of equipment, such equipment in use
on merchant vessels on the effective
date of termination of approval may
be continued in service so long as it
is in good and serviceable condition.

Dated: April 19, 1950.

[seAL] A. C. RICHMOND,
Rear Admiral, U. S. Coast Guard,
Acting Commandant.
|F. R. Doc. 50-3418; Filed, Apr. 24, 1950;
B:48 n, m.; 15 F. R. 2280, Apr. 24, 1950]

The Hand of Danger is Composed of
Five Fingers

Electric shock
Burns

Powerful are light
Bad air

Explosions

Remember, safety first below the belt.

Merchant Marine Personnel Statistics

INVESTIGATING UNITS

Coast Guard Merchant Marine in-
vestigating units and Merchant Ma-
rine details investigated a total of 485
cases during the month of March
1950. From this number, hearings
resulted involving 17 officers and 42

unlicensed men. In the case of offi-
cers, 1 license was revoked, 3 were
suspended, T were suspended with
probation granted, 2 were volun-
tarily surrendered, 3 cases were dis-
missed after hearing and 3 hearings
were closed with an admonition., Of

the unlicensed personnel, 1 certificate
was revoked, B were suspended,
12 were suspended with probation
granted, 9 were voluntarily surren-
dered, 3 were closed with an admoni-
tion and 4 were dismissed after
hearing.

WAIVERS OF MANNING REQUIREMENTS FROM MARCH 1 TO MARCH 31, 1950

i i Qualified
ggﬂ’:':l’;;:{ Able seamen | Ordinary | mnembers of
tuted for substituted | seamon sub- [engine doparts
eher rat- | [ordeck of- | stituted for [ ment substi-
ings ficers able seamen | tuted for en-

gineer oflleers

Wipers or conl

o Wipers, conl :
i ey
quulified | C0dOLS SUbstisl e suberil  Total
rn!'mlu'rs of l'fs""l ,‘"rlﬁn' tuted for desk
engine depart.] BPOCT Ot offlicers

(Liig

ment

Deek offi-
Num- | cers substi-
Heglon ber of tuted for
vessels | higher rat-
ings
Atlanticconst. ... 1
Oollconst. . . . | ___
Great Lakes____

Nore—In sddition, vo individual walvers were granted to permit the employment of able seamen holding certifieates for “any witer—12 months™ in excess of

the 50 percent authorized by general waiver.
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MERCHANT MARINE LICENSES ISSUED DURING MARCH 1950

- DECK OFFICERS
Region
' Atlantie Gireat Lak Tod
1 reat Lal vs
prosner Gulf coast antl rivers Pacifie coast
(4] R (4] R (4] R (1] R ‘ ] R
Ovean___ 0 n 2 19 0 2 10 5 ] 170
Constwse — = 4 9 1 4 o 4 1 0 0 ¥
Master. % Great Lukes. 0 2 0 1] 12 54 0 1 12 57
B.B.&L.._ 10 L] 3 o ] | 1 11 4 2
.'%Hm“‘_:" 23 43 o| B ol 3 sg n| a| @
] ] 3 4“4 S8
Chiel mate . Constwise e E 23 '.tln 2 lﬂs i 0 0 sn 0 1
Oevan ! 0 9 4 1 20 105
- e : 14| se| 8| 9| b| 2| 3| S| 3| &
n 4 . [ - ]
Third mate Constwise ol of o o]l o ol ol To| o 0
; n ] 1] 0 0 1] 1] 0 0 []
Mate & 1 i 0 0 1 9 1 4 5 12
0 1 1] 4 ] i 0 0 5 10
uh 146 b1y - 65| 13 13 45 | 200 342
(1} | o ] ] 1] 1 8 1 ]
1 1 0 1] 0 0 3 1] 4 1
3 ] R S N i AR b R e e e A N R R 152 | 460 m v 8 a1 208 | 368 11,004
GIABA RO oo e oo e e e e e e e s 143 322 25 1,872
. ENGINEER OFFICERS
Chiel engineer
nlimited ... —| ] 130 3 38 3 15 5 T 25 258
o 4 6l 1 T 12 g 1 & 18 148
Flrst nssistant engineer:
T —— TR o %] | & & Bl B| B
mil
B e chd nssistant engineer:
Unlimited....oe o N — N 88 6 16 n 0 30 35 167
0 U] o 1] 2 W 0 0 2 ]
n ™ B g L] a2 v 55 35 175
0 0 ] vl 1 ] 0| 20 1
3 b 1 4 2 1n 2 40 8 (0]
10 52 ] L3 ] B 1] s 26 o1
First assistant engincer:
Unlimited. .. e L[] 5 ] | | 1 4 2 ] ]
4 L] u L] 1 1] 2 u 7 1]
0 i i 1 0 3 0 2 [ 12
L 0 1] L L] U 1 U] 1 a
1 &7 2 14 0 - ] 1 55 4 156
U] ] 1] 1] i 0 il 1] [} 1]
] (1] n 0 (1] 0 3 4 3 4
] 1 0 ] 1] 0 L) 1 8 2
88 | &7 20| 122 08 | 0 551 310 | =61 1,240
[543 15 06 305 1,485
ORIGINAL SEAMEN'S DOCUMENTS ISSUED MONTH OF MARCH 1950
y (2 (3) (£1} (@) %) (7} (%) o | (m (n (12) (13)
U.B. |
Contin- AB any . AD tugs
Reglun Hiafl of- | wous dis- ﬁl"‘i:l‘:m waters ‘\B."‘n-"., A],,E Great ond tow- ABbays | AD sen- |y ML | et e
Aoy charge wriners unlim- | Waters iz kvs 18 boats any unil qui:u: Hiah "D, cute of man
Book ;l:.uuu ited months | months Walors sounds ' | barges serviee
Atlantie const. . . coaeane 32 o T 1 I B pa] ']
LT — 7 ] Jd5 42 = T 0 4
Pacific coast. ... .} & 145 41 48 42 119 1
Great Lakes and rivers... I ] 7 17 a2 mn 745 14
)T —— 4+ 1] 1,617 a0 = 265 1,402 45

£ 12 months, vessels 500 gross tops or under not carrying passengers.

Nore.~Columns 4 through 14 indicate endorsements made on U,

May 1950

8, merchant mariner's documents.
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CONSTANT VIGILANCE IS THE PRICE OF SAFETY

Good Seamanship Means:

72

*Doing What the Other Fellow expects you to do before he has time
to prevent it

“Taking your vessel where it is safe, when it is safe at the speed

of a prudent seaman
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