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Remote and beautiful is this site of the U, S. Coast Guard Light Station at
Cape St. Elias, on the south end of Kayak Island in the Gulf of Alaska.
In the right foreground is the 1,000,000-candlepower light, on a white square

tower at the corner of a rectangular building.
The lantern is 55 feet above ground, and 85 feet above water.

It was established in 1916.
Facilities in-

clude a radiobeacon and siren fog signal.
To the left, in the background, is jagged Pinnacle Rock, nearly 1,800 fest

high. Eagles nest at its peak, and sea lions inhabit the base.

At low tide

one may walk “high and dry” on a sand bar between the station and the rock.
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NEW ASSIGNMENT

On April 1, 1952, Captain Gordon A,
Littlefield, USCG, after two and one-
half years as Senior Coast Guard
Merchant Marine Detail Officer in
London, England, officially took cffice
as Executive Secretary of the Mer-
chant Marine Council, relieving Cap-
tain James C. Wendland, USCG.

The Merchant Marine Counecil held
a public hearing on March 25, 1952,
at U. S. Coast Guard Headquarters,
Washington, D. C., for the purpose of
receiving comments on proposed
amendments to the present regula-
tions and proposed new regulations.
The announcement of this public
hearing appeared in the March 1952
issue of the “Proceedings"” and in the
Federal Register of February 27, 1952.
In addition to the members of the
Merchant Marine Council on duty at
Const Guard Headquarters the follow-

COUNCIL ACTIVITIES

ing officers from Coast Guard Distriets
sat as members of the Merchant Ma-
rine Council; Rear Adm. Raymond T.
McElligott, Commander, Twelfth
Coast Guard District; Rear Adm.
Louis B. Olson, Commander, Third
Coast Guard District; Capt. George
P, Kenney, Marine Inspection Officer,
Ninth Coast Guard District; Com-
mander Herbert E. Peters, Marine In-
spection Officer, Eleventh Coast Guard
District; and Mr. John F. ©eftl, Ma-
rine Inspection Officer, Eighth Coast
Guard District.

Numerous comments and sugges-
tions were submitted to the Merchant
Marine Council on the proposed
amendments and new regulations
which have necessitated further study
before final approval can be given,
The proposed changes recommended
by the Council to the Commandant
will appear in the Federal Register
after they have been approved by the

(Continued on page 140)
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CAN THE U. S. COAST GUARD HELP?

The jollowing address was given by
Lt. Comdr. C. J. Maguire, U. S. Coast
Guard, at the Twenty-second Annual
Sajety Convention and Ezxposition
held by the Greater New York Safety
Council and cooperating agencies in
New York City, April 1-4, 1952, Lt.
Comdr. C. J. Maguire, attached to the
U. 8. Coast Guard Marine Investiga-
tion Division, New York, presents an
interesting sidelight on the practical
aspects of marine safety.

I believe that in speaking to you
for this brief time tonight I may have
at least one novelty to offer. For
what I am asking you to do is pre-
cisely to assist in putting me out of a
job. As a matter of fact I am on
pretty safe ground in asking for this
for I am bound to get what I ask for.
If what I have to say were 100 percent
effective, you would assist in doing
away with my job. On the other
hand, Captain Day, the honorable
chairman, has assured me that if this
is not 100 percent effective, he will see
to it that I lose my job.

In this situation I can’t lose.

Now, when I first contemplated the
topic for this evening, I must admit
that it definitely gave me pause.
How can the Coast Guard assist in
reaching, with the Safety Program,
the man who needs to know—and
does not?

It is clear that this man we are
talking about will not be here to-
night. We may assume that you
don't know him—and that I don't
know him. And my first personal
reaction was a rather pessimistic one.
The Coast Guard can't help—I
thought.

Perhaps my work had something to
do with this attitude. The unit to
which I am presently assigned is a
very small section of the Marine In-
spection Office. Its formal name is
the Merchant Marine Investigating
Unit.

It is our misfortune, in this unit,
to see the worst of everything. This
unit is called upon to investigate ma-
rine casualties of all kinds, to investi-
gate misconduct, negligence and
willful violation of the navigation
laws, and, we are called upon, often,
to assess penalties against offenders.

You see, before this unit has any-
thing to do, something must have
gone wrong. By the time the Inves-
tigating Unit is at work, the damage
has already been done. (Aside for
a moment, I might say that you can
see easily how my job could vanish
into thin air. If you can do away
with accidents—we have no work
left.)
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However, we might suppose that
from having this worm's-eve view of
boating, from seeing always, in the
line of work, the trouble that has
already happenzd. may have come
that temporary pessimistic reaction
that I felt.

I should like to emphasize, at this
time, that this reaction was purely
personal. 1 am speaking to you to-
night as an individual and my com-
ments are not necessarily Coast Guard
policy. Very definitely, on this point,
my reaction was completely opposite
to the position ef the service,

But when I began to think about it,
my feeling did change, and I'd like to
tell you why. First of all, common
sense tells us that the Coast Guard
has helped in the past. You are al-
ready so familiar with this fact that a
mere summary of activities will be
sufficient for our purpose here,

The inspection of vessels to which
the inspection laws apply has been of
great use in the prevention of acci-
dents, and I might add here that the
work of the investigator is not merely
the ghoulish activity that you might
suppose, but is helpful in providing a
basis for new policy or new regulation
to promote safety.

The providing of aids to navigation,
buoys, lighthouses, and the like, is
a silent and undramatic type of work,
but the implicit reliance we place on
these aids is proof of their contribu-
tion to the safety program.

The work of the Coast Guard auxil-
jary you all know, and season after
cseason these volunteer workers give
their time and energies to the cour-
tesy examination of boats and to the
instructions of anyone who seeks help.

And the work of the Lifeboat Sta-
tions you know. Many of these sta-
tions are manned by descendants of
those who saved lives from the surf
generations ago. and their special
rkills and their courage have received
world-wide recognition.

It certainly does appear reasonable
that if the Coast Guard has been able
to help this way in the past it should
be able to continue.

But to clarify our thinking about
reaching the man who needs to know
in the future, let me note what might
appear to be barriers to extending the
program.

The first barrier lies in a way of
thinking.

If we say that there is an irredu-
cible minimum of accidents that will
happen, if we say that there will al-
ways be a certain amount of ignor-
ance or carelessness that can never

be corrected, if we say that there will
always be a small minority of willful
lawbreakers, and reckless chance-
takers, whom we can punish but
whom we cannot prevent—if we say
these things, then we are saying that
there is no hope. What we are say-
ing, in effect, is that the man who
needs to know—and does not—ecan’t
be reached at all.

It doesn’t take profound thinking to
see that this {s merely a matter of
attitude and that it is wrong,

The old slogan has been repeated so
often that we cease to recognize
its meaning. ACCIDENTS DON'T
HAPPEN. THEY ARE CAUSED. And
since they are caused. they are pre-
ventable. Useful as statistics are, you
can't argue from statistics that there
will always be a certain minimum
number of small-boat casualties.

‘When you take your family for a
week-end cruise, or when your neigh-
bor goes on a fishing trip with his
club, you are not figures in a compu-
tation of odds. ¥You are not a portion
of a curve of probability. You, and
all others on the water, are intelligent
humans who are, for the greatest
part, in control of your eircumstances.

Rear Admiral Olson. the Comman-
der of this Coast Guard District, and
of the entire Eastern Area, takes a
very special interest in the question
of small-boat safety. Just recently
he was pointing out a favorite analogy
of his in this connection, He re-
marked that there was no great in-
trinsic hazard in the use of small
boats and that one is probably safer in
a well-built boat on the water than
one is driving a car.

But, he pointed out, an inexperi-
enced, but careful automobile driver,
is safer than a careless, experienced
driver. Afloat however, the inexperi-
enced boatman is a potential hazard.
This you know to be true, but you
know also that the condition can be
corrected.

But what about the willful violator?
Is it true that he can only be punished
and not deterred? I don't think so.

First of all, in many ways the ap-
parently willful offender, when he
himself is personally involved in the
operation of the boat, is very similar
in some respects to the indeliberate
one who errs through ignorance. The
reckless operator who takes apparent
pleasure in terrorizing the slower
moving and the more prudent cer-
tainly appears to be a ruthless
character.

But isn't he also operating in ignor-
ance? Maybe he knew once the cata-
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strophic result of reckless cperation.
But isn't he taking chances now
simply because he is not thinking of
the results? Hasn't he forgotten the
little girl in California who was
maimed in such a case? And the
man in Lake Champlain last year
whose existence wasn't even known to
the operator of the boat that killed
him?

Or take the case of the man who
overloads his boat, whether to make
money or simply to accommodate un-
expected guests, Is he trying to in-
jure them? Or would he act in the
same way if he had vividly in his
imagination the boats that have lost
stability and lost lives because of over-
loading?

When we are engaged on a recrea-
tional expedition, we dislike to have
grim reminders with us. But I think
that a copy of the Proceedings of the
Merchant Marine Council devoted to
lessons from motorboat casualties be-
longs on every boat that goes out on
water this year. And I think that
you can help by coming in, or writing
in, and getting copies of that booklet
off our hands and into your hoats,

If the spectacular results of crim-
inal carelessness are made clear, will-
ful violators, I believe, will “see the
light” along with the indeliberate
violator. Some few may remain and
may have to be dealt with more se-
verely. Some police action may be
necessary. And, in this connection, 1
would like to draw your attention to
a situation that cooperation can
correct.

The facilities of the Coast Guard,
whether for assistance, apprehension
or investigation, can best be used
when they are put to work on real
cases.

For one example, I cannot give you
any estimate of the number of cases
that have been investigated fruitlessly
in circumstances where it developed
that the Coast Guard had no juris-
diction or where what was required
was not a determination of the cause
of a casualty but a club to be used in
effecting settlement of a claim.

But these cases are, I admit, minor.
The Coast Guard is not unwilling to
hear complaints and act on them,
Remember, as I mentioned before,
that my job depends upon just that.

But far more serious is another
form of waste.

Last fall I found that a patrol boat
operating in Long Island Sound had
spent one whole day in answering
four calls for assistance at widely sep-
arated points, And in every one of
the four cases, when it arrived at the
scene of the ecall, there was nothing
there whatsoever.

It is often possible that a prudent
operator will call for assistance and

then find that it will not be needed.
In a case like that much time and
money can be saved by canceling the
call instead of forgetting about it.

Another case. The PELICAN trag-
edy is too fresh in all minds for me
to dwell on it, and the conclusions of
the Board that investigated the mat-
ter are summarized in the April issue
of the Proceedings of the Merchant
Marine Council for you to read. But
I would like to call your attention here
to this point—that at the time the
call for assistance to the PELICAN
came to the Coast Guard Station
nearby, the facilities of that station
were engaged several miles away in
the opposite direction—on a false
alarm!

A situation like this, in fact all of
these situations dealing with the in-
evitability of accidents through one
reason or another, can be cured, as
you have already heard this evening,
and this apparent barrier to extended
work just does not exist.

I mentioned another barrier. This
one I think is amusing, and I'll pre-
sent it to you just as it came to me,
A visitor to our office was complaining.
He told me that he had all intentions
of operating his boat wisely and safely,
but, he said “Everything gets me
mixed up. When I went to register
my boat, I went around to the Cus-
toms and I got sent to the Coast
Guard, and you people gave me all
kinds of forms and six different pam-
phlets and rules of the road and
motorboat regulations until I was
dizzy.”

“Then,” he said, "I went to the
motorboat show to get wise about
things. I was interested in safety—
and I found I had to climb to the top
floor to find it. I looked at the Coast
Guard exhibit and I saw a good visual
demonstration in a tank of water of
what happened to poor life preservers
and the way the approved life pre-
servers float. I thought I'd like to
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“Maybe we have been hollering for boa much
forced-draft!"

Courfesy Maritime Reporter,

take something home and I asked the
man there for some printed matter.
He gave me this." [Exhibit.] The
visitor read from it. (Navigation and
Vessel Inspection Circular 6-50.)

“What's the matter with you peo-
ple? Did a bunch of lawyers write
this?"

Now, I submit first of all that my
visitor was being a bit captious. He
did understand the meaning of the
circular as a whole, and he knew that
it applied to him and that the enu-
meration of exceptions to the law need
not confuse him,

But I'll tell you something else. A
bunch of lawyers did write it. And
I'll show you why.

Just a few weeks ago, another man
came into our office with a problem.
His problem was that he owned a
motorboat and he wanted to charter
it out but still operate it, and he
wanted to avoid having a license from
Customs, and he wanted to avoid in-
spection, and he wanted to avoid hav-
ing to buy life jackets, and if anybody
was killed, he wanted to have no re-
sponsibility at all. He had come to
the Coast Guard for advice on how to
accomplish this.

I can tell you that we saw imme-
diately that we had there a man who
did not know—and needed to know.
I think that by the time he left he had
learned something. He might have
thought us a little unsympathetie, but
at least he learned the easy way.

But it is people like this man who
makes it necessary that lawyers write
the rules. All of the Coast Guard's
authority to regulate and control
boating comes from Congress. The
laws must be framed so that they ap-
ply to those for whom they are in-
tended, to all of those for whom they
are intended, and not to those who
are supposed to be exempted. From
this necessity for provision comes the
form in which the laws are cast. But
this causes no difficulty to the one who
wants to obey the law, and who wants,
not immunity from responsibility, but
safety.

One last point T would like to make
concerning the Coast Guard powers
with respect to the laws governing
boating. I personally have found
that two misconceptions exist among
the boat owners and boat users, One
is that the Coast Guard has wider
powers than it actually has. I cannot
tell you how many persons I have
spoken to who believes that all boats
carrying passengers for hire are “in-
spected.” whereas, as a matter of fact,
a large percentage of such vessels are
exempted from inspection under the
law,

The other misconception is that
the Coast Guard makes the laws.
This it does not. It is simply charged

(Continued on page 141)
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ELECTRICAL SAFETY FEATURES

(Ezcerpts from an address on Elec-
trical Safety Features for Merchant
Vessels Under the Jurisdiction of the
U. S, Coast Guard given by Com-
mander Joseph B. Feder, USCG, at
the Philadelphia (Pa.) Section Meet-
ing of the Society of Naval Architects
and Marine Engineers on April 18,
1952.)

A study of the electrical installa-
tions on merchant vessels, which in-
cludes passenger, cargo and tank ves-
sel, reveals that a number of recog-
nized hazards are present, although
of course, each vessel may not neces-
ﬁrﬂy possess all. Among them might

(1) Fire hazard wherever electri-
cal potential is present which,
generally speaking, covers a
far greater area on a vessel
than that of any other type
of installation;

(2) Improper, or lack of, electrical
grounding ;

(3) Collection of water In water-
proof enclosures caused by
“breathing”;

(4) Increase of fuse capacities be-
yond those initially specified;

(5) Equipment in spaces where
inflammable vapors or gases
may normally be expected to
accumulate;

(8) Control panels, Including
group controls, into which it is
necessary to reach to operate
disconnect switches;

(7) Control panels and other
types of panels enclosures in
which more than one source
of potential exists;

(8) Lifeboat control arrange-
ment;

(9) Equipment which possesses
electrical clearances lower

than the permissible minima;
Overheating, with particular
reference to the use of incan-
descent lamps in excess of
thoge for which the equipment
is designed; and

Improper deck covering and
equipment in hospital space
operating rooms.

The foregoing list probably could
be amplified, but suffice it to say that
it represents a fair cross section of
some of the generally acknowledged
electrical hazards on inspected mer-
chant vessels today.

The first hazard mentioned needs
little amplification since it is ack-
nowledged that wherever electrical
potential is present there also exists
a fire risk, and, insofar as shipboard
installations on inspected merchant
vessels are concerned, this includes
all potential employed with but few
exceptions,
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In the matter of grounding, it is
generally agreed that, to effect safety,
the exposed mnon-current-carrying
metal parts of fixed or portable elec-
trical equipment, when operating
with any terminal or connection at a
potential to ground which is con-
sidered hazardous, should be ground-
ed. The results of numerous inves-
tigations made by independent groups
interested in various industries and
conducted over a period of many
years to determine the value of this
potential indiecate that a safe figure
isl6voltstoground * * * Apo-
tential of this relatively low magni-
tude is not supported by the present
National Electrical Code, but these
latter requirements are in the process
of change so that a lower potential
than that now given will be specified.
Moreover, on board ship, the likeli-
hood of effecting an electrical path of
much lower resistance between an in-
dividual and the hull (ground), be-
cause of the ever-present moisture
conditions, is generally acknowledged,
and this fact should have a direct
bearing on further lowering this
potential.

An enclosure which is designed to
comply with and pass waterproof re-
quirements and tests will also possess
an inherent characteristic known as
“breathing.” This type of “breath-
ing” can be briefly defined as the pas-
sage of air from or into the enclosure
interior resulting from any difference
in pressure between the inside and
outside of the enclosure. * *
with the entrance of moist.ure-laden
air into the enclosure and its contact
with cooler metal within, condensa-
tion develops. Since there is little or
no means of escape once the vapor in
the air has condensed, the water ac-
cumulates and can readily cause
trouble, This source of trouble
should be eliminated, and one simple
means of doing so, it seems, would be
to provide a drain at the lowest point
of the enclosure so designed that
water or spray, under normal service,
cannot reach the interior, but, should
some enter under extreme conditions,
drainage thereof will oceur when
these conditions cease to exist * * *

Resorting to an indiscriminate in-
crease in the rating of fuses when re-
placed, in the belief that such a
selection would minimize the fre-
quency of replacement, obviously in-
troduces the possibility of conductor
overheating and should not be per-
mitted * * * The procedure of
“upping” the fuse rating will not al-
ways reduce the frequency of replace-
ment since “blowing” of a fuse may be
caused by heating from poor contact
at or near the fuse * * * A cir-

cuit overcurrent protective device
such as a fuse or circuit breaker has
two main purposes; one is to protect
the conductors against sustained
overcurrents of normal operating
magnitude (such as might be created
by operating too many lights at the
same time, or an equivalent); the
other is to protect the conductors and
certain apparatus from excessive cur-
rents such as would be produced by
short circuits. The circuit breaker
and fuse compete with one another on
many points ineluding those of safety,
first cost, convenience, appearance,
performance, and available ratings.
There are times when safety and
speed of operation are important ele-
ments of perrormanee but only at
times * *

There has been considerable dis-
cussion in the recent past on the sub-
ject of electrical equipment in spaces
where flammable vapors or gases may
normally be expected to accumu-
Inte * * * The preferred in-
stallation in these spaces is that which
keeps the electrical equipment at a
minimum and, in the majority of
cases, the complete elimination of
motors, control, and distribution
equipment * * * can be effected
practically with but little sacrifice in
operating efficiency, However, where
such equipment is installed, it should
be of an explosion-proof type and so
classified by Underwriters’ Labora-
tories, Inc., for the flammable and ex-
plosive mixtures of the specific vapors
and for the gases which may normally
be expected to accumulate by virtue of
the cargo which the vessel is certifi-
cated to carry. The use of explosion-
proof lighting fixtures in these spaces
does not necessarily preclude the ex-
istence of hazards from this source
since, with most of the approved
units, no provision is made to prevent
completing the circuit to the lamp
should the cover (globe or lens, with
or without bezel) be improperly se-
cured. For obvious reasons, the use
of portable lights employing connect-
ing cable is to be avoided.

A number of personal injury cases
have been reported which point out
the hazard of having disconnect
switches mounted wholly within an
enclosure, Since the operation of the
disconnect switch can only be effected
by physically grasping and moving
the switch handle which is located be-
side energized electrical conductors
or bare metal parts, a very definite
hazard is present. * * * Discon=-
nect switches should be so arranged as
to be operative from outside the en-
closure and so constructed that “pull-
ing” the switch to deenergize the
equipment will not be a hazard to the
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operator. Industrial codes require
that both switches and circuit break-
ers be of the externally operable type
enclosed in metal boxes or cabinet.
‘The present Coast Guard regulations
require motor control disconnect
switches in waterproof enclosures to
be externally operative. and, while
there is no present regulation pro-
hibiting the placement of disconnect
switches wholly within nonwaterproof
enclosures, it is felt that the hazard
Involved dictates that remedial action
should be taken to effect external op-
eration of all enclosed disconnect
switches,

The increased use of dead front
motor group control panels aboard
merchant vessels has made it evident
that some recognition should be given
specifically to these panels since it is
obvious that they are a partial com-
bination of a switchboard and an in-
dividual controller. Of the two basic
designs which involve (1) an assembly
of individual controllers and (2) an
assembly of controller units in one
group and their disconnecting means
in another, all mounted within one
large compartment with no insulating
barriers separating disconnects and/
or controllers, it would appear that the
former deslgn offers a more practical
solution of effecting the essential
safety features and is considered the
preferred arrangement. Among the
safety features of the former design
might be included the following:

(1) Each controller compartment
should be provided with a
hinged front door giving access
only to that compartment;

(2) The unit disconnect device
should be a motor-cireuit
switeh, rated in horsepower, or
a circuit breaker, except as per-
mitted by the current National
Electrical Code:

(3) The opening of the unit dis-
connect device should be nec-
essary before its associated
door can be opened;

t4) The opening of the unit dis-
connect device should deener-
gize all components mounted
on its associated door as well
as those which are within the
panel except that this discon-
nect need not open circuits of
a manually operated deener-
gizing plug mounted wholly
within the enclosure and con-
nected directly ahead of the
disconnect or need not open
circuits whose nominal poten-
tial is 24 volts or less;

€5) Overload relays should have an
externally operative reset
mechanism;

(6) Each circuit breaker should be
removable from the front of
the compartment;
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(7) Regardless of whether or not
electrical equipment Iis
mounted thereon, each door
which has a height of 45 inches
and more or has a width ex-
ceeding 20 inches should be
provided with both a stop and
a positioner;

(8) Rozagardless of whether or not
electrical equipment is
mounted thereon, each door
whose measurements are less
than 45 inches in height by 20
inches or less in width should
be provided with a stop: and

(9) Identifying name plates should
be provided on the outside of
each compartment door.

Generally, the practice of employ-

ing potential from more than one
source of supply in a control or indi-
cating panel introduces a condition
which is hazardous to life * * *
Every effort should be made so that
no control or indicating panel in new
installations employs circuits the po-
tential for which is obtained from
more than one source of supply. It

)

*WE MISPLACED OUR REGULAR BREECHES-BOUY~

Courtesy Maritime Reporter.

is appreciated that, in the design of
some of these panels, it is impractical
to effect satisfactory performance if
this restriction is to be complied with,
and, for such panels, it will be re-
quired, in the interest of safety, to
post a permanent cautionary sign on
the external surface of the enclosure
door or cover * * *

During recent years, there have
been ocecasions when the electrical
equipment controlling the operation
of lifeboats has not performad prop-
erly and, in many instances, an ac-
cusing finger has been pointed to the
control circuit equipment * * =
Based upon a comprehensive study of
the problem and. in consultation with
industry, certain essential require-
ments above those contained in the
present regulations have been adopted
which, it is believed, provide the basis
of a safe operating Installation.
Briefly stated, these requirements for

- new and existing vessels are:

(1) An emergency switch, properly
located, the operation of which
will disconnect all potential to
the lifeboat winch;

(2) A limit switch installed on each
davit arm so located as to stop
the travel of the arm not less
than 12 inches from its final
position, so arranged that its
opening will disconnect all po-
tential of the cireuit in which
the switch Is connected, and so
mounted that it will remain
open until the davit arm has
moved outboard beyond the
tripping position of the switch:
and

(3) The type of master control
switch and /or circuit inter-
locking switch (the latter used
primarily where one motor and
controller serve two winches)
may be single-pole provided its
location in the control circuit
will not alter the requirements
covering the performance of
either limit switch.

It should be understood, of course.
that arrangements involving devia-
tions from these requirements which
can be shown to achieve the same de-
gree of safety will not be excluded
from consideration provided they are
not less effective.

It has been observed over a period
of many years that there is an incli-
nation on the part of some equipment,
including fixture, fitting and appli-
ance designers, inadvertent though it
may be, to fail to provide electrical
spacings complying with permissible
minima. It must be admitted that
present regulations do not specify the
required spacings in many instances
and, for such unspecified information
in general, reference should be made
to the requirements contained in the
Underwriters’ Laboratories, Inc.,
Standards for the type of equipment
involved. However, since these
Standards are primarily -developed
for, and applicable to, equipment used
in land installations, it has been found
necessary, in some instances, to mod-
ify the spacings specified to provide
the apparatus with an equal degree
of safety when installed aboard ship.

A closely allied problem is in the
nature of the spaces generally pro-
vided for the dissipation of heat gen-
erated within lighting fixtures. This
problem is more severe * * * in
the case of waterproof fixtures and is
further aggravated by the fact that,
while the listing of such fixtures in-
cludes the lamp size for which it is
rated, no provision is generally made
to prevent higher rated lamps of the
incandescent type from being in-
stalled. Tests made on a number of
waterproof fixtures employing rated
lamps indicated that temperatures
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within the connection box are well in
excess of the maximum permissible
conductor temperature of the con-
necting cable entering the box with
that cable carrying only the lighting
load of the fixture under test. Be-
cause excessive temperatures bear a
direct relationship to the life of the
fixture conductors and connecting
cable, this condition involves not only
safety but also economic since re-
placement of both cable and fixture
often becomes necessary * * *
A field in which considerable at-
tention has been focused is the static
electrical hazard present during and
following the administration of anes-
thetics in the operating room of hos-
pitals, including those aboard ship.
Lack of such attention has been the
cause of a number of reported fatali-
ties * * * Many of the gases
used to produce anesthesia form ex-
plosive mixtures with oxygen, and it
is, therefore, important to eliminate
all possible sources of ignition from
these operating rooms. Sources from
which static electricity may develop

in these spaces can be divided. in gen-
eral, into three groups, namely, (1)
deck coverings, (2) furniture, and
(3) belting, tubing, pads, and similar
materials, Since each of these groups
has been well treated in a Standard
issued by the National Fire Protection
Association entitled Recommended
Safe Practice for Hospital QOperating
Rooms, 1949, it would be a misuse of
time to discuss these subjects here.
However, in connection with deck
coverings, it should be borne in mind,
that, in addition to its static conduc-
tive qualities, the material must also
possess the heat and fire insulating
qualities required. * * *

Before closing it might be of in-
terest to touch upon the subject of
proposed electrical engineering regu-
lations whose development has cov-
ered a number of years. * * *
A study has been made of the form in
which the new regulations would best
serve the industry at large, and the
present plan, which appears to be the
most successful solution, is to incor-
porate them in a single subchapter of

the Code of Federal Regulations
* * * used for no other purpose.

In this industry of shipbuilding and
operation, as in many other industries,
SAFETY is everybody's business.
Everyone is in favor of it, but thinking
begins to diverge as soon as people
and time enter into its considerations.
It has been said that. like leadership,
the nebulous things called safety are
hard to pin down. Much has been
written on good leadership and it is
generally agreed that it is necessary
and is attained through adherence to
certain principles. Safety, on the
other hand, meets opposition from
various directions with such remarks
as: “¥You can’t be 100 percent safe”;
“It is a ecalculated risk"; “Safety
shouldn’t become the tail which wags
the dog”. There is not much doubt
that safety consists of the application
of common sense, and in this term are
the ingredients from which stem the
practical solutions and ultimate goals
to which I referred at the beginning
of this discussion. These worth-while
goals, when reached, are always worth
the effort.

others.

“cold’" before starting work.

objects.

| ing distance.

insulated handles.

Il When working on electric apparatus which is “hot,”
|| use only one hand as far as practicable. Keep the other

| off of all grounded objects.

[ Do not start to work on a high-voltage circuit until
| you have made certain that both the oil circuit breaker
| and the disconnect switches are open. Place warning

signs on all switches that might be used to energize the
Bind all line conductors together and connect
| them to good grounds placed between possible energy

circuit.
sources and the work location.

quickly and positively.

circuit breaker,

are likely to result.

Haste causes many accidents. Work deliberately and
carefully. Check your work as you go along.
Determine positively whether the circuit is “hot" or

Never touch an energized conductor with hands wet
with water, perspiration, or chemicals. Never touch an
energized conductor when your shoes are wet, when
standing in water, on the ground, or on grounded

When working on energized equipment, make a prac-
| tice of always having an assistant within sight or call-
All power circuits are dangerous. Do not work high
voltages without taking extra precautions such as
the use of rubber gloves, rubber mats, and tools with

Never close a switch slowly or hesitatingly: close it

Cultivate the habit of turning your face away when
opening or closing disconnects or air circuit breakers.
Do not avert your face and then grope for the switch or
Use extreme care when breaking
highly inductive circuits, as dangerously high voltages

Remember that burns from ares may be very severe.
i Guard against ares as well as high voltage.

arcs, as they

| SUGGESTIONS FOR ELECTRICAL SAFETY i

A person’s reputation may be seriously injured if his
lack of foresight results in accidents to himself or

Avoid the possibility of exposing your eyes to electric
are powerful generators of ultraviolet

light, including wave lengths which may cause serious

posures.

properly insulated.

and painful injury to the eyes, even with short ex-

Be careful to keep watch chains, finger rings, wrist |
watches, flashlights, metallic and metal-bound meas-
uring rulers, and metallic pencils out of contact with |
energized circuits.

Do not use wires with poor insulation. Make sure
that all splices and connections are securely made and

Do not, under any circumstances, open the secondary |
of a current transformer while under load. Current

transformer secondary circuits must be worked with

circuited.)

the secondary short-ecircuited.
transformer secondary circuits must be worked open-

(Conversely, potential

Be careful to avoid the capacitance effects of trans-

former cases and other high-voltage apparatus.
frame of every high-voltage machine should be

The

grounded. All conducting objects whose potential is not

definitely fixed should be solidly grounded when in the
vicinity of high-voltage circuits.

All capacitors should be discharged before working |
on associated circuits. The charge disappears from
capacitors slowly, and interruption of the power supply |
should be followed by short-circuiting each capacitor
before the equipment is considered safe.

Make all connections on the load side first, leaving |

source connections to the last.

proper procedure

instructions.
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Check all connections before energizing the circuit.

If smoke, fire, or heat give evidence of improper con-
nections or short circuit, open the source switch before
attempting to make corrections.

Do not take chances.

If you are not certain of the
ask your superior for proper
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LIGHT LISTS
1952 EDITIONS

Aids to navigation for the Pacific
Coast and Islands will be listed in six
volumes as follows commencing with
the 1952 editions:

Volume 1, Eleventh Coast Guard
District, from Mexican border
to Point Arguello, Calif., price
50.40.

Volume TII, Twelfth Coast Guard
Guard Distriet, from Point Ar-
guello, Calif., to St George
Reef, Calif., price $0.50.

Volume III, Thirteenth Coast Guard
Distriet, from St. George Reef,
Calif., to Alaska, price £0.75.

Volume IV, Seventeenth Coast
Guard Distriet, Alaska, price
$0.60.

Volume V, Fourteenth Coast Guard
Distriet, Hawaiian and Pacific
Islands, price $0.40,

Volumes 1-V (Combined) List of
Lights and Other Marine Aids,
covering the Pacific Coast and
Islands, price $1.50.

These lists will be published in a
new form so that lighted and un-
lighted aids to navigation will appear
together in their geographic order and
data concerning each aid will appear
on one page.

These new lists will be available for
distribution about the middle of May
1952. Sales copies may be purchased
from the Superintendent of Docu-
ments, Government Printing Office,
Washington 25, D. C., and sales agents
listed in Weekly Notice to Mariners
(Part 1T}, No. 14, dated April 4, 1952,

A

YOU'LL TIE YOUR BACK

IN A PAINFUL KNOT,

IF YOU LIFT WITH A STOOP
INSTEAD OF A SQUAT !
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SEASICKNESS

by G. M. Sounders, M. D., Medical Director—S5ocony-Vacuum Ojl Co., Inc.

Seasickness is not limited to those
who sail the seas. Motion sickness
oceurs in airplanes, trains and buses
as well as on ships. But seasickness
affects more people, and is apt to last
longer because sea voyages are usually
longer than air or land trips.

Roughly, there are three kinds of
people with regard to seasickness.
There are those rare and fortunate
souls who never feel a “qualm’; those
who are seasick sometimes, and usu-
ally recover within a day or two (the
vast majority are in this class); and
a very few who are constantly, vio-
lently, and maybe dangerously sick
from the time the lines are cast off
until the ship is tied up again. We
are not concerned with the first and
last classes of voyagers. The first
group are of no concern and the last
cshould not follow the sea. But much
can be done to help the large middle
group.

Now, let us look for a moment at the
cause of seasickness. Most people be-
lieve that it comes from the stomach,
or from something they ate, or didn't
eat; and it is pretty hard to convince
someone who is a pale green color,
relchine and vomiting, that that is
not true. However, it is not true.

Seasickness comes from the effect
that a ship's motion has upon a deli-
cate little mechanism which is part
of the nervous system located in the
inner ear. This has to do with bal-
ance and equilibrium. When that is
disturbed by certain kinds of motion,
strong impulses are sent out over the
communication wires of the nervous
system to the nerves of the stomach
and other museles. Then nausea and
vomitinT are apt to result, regardless
of what is in the stomach.

In some cases people get seasick
because they expect to. Tt is “in the
mind'’; sometimes all in the mind,
but usually only partly. Some people
are nauseated and vomit because of a
strong emotion—fear, excitement, the
sicht of a bloody aeccident. Nearly
everyone has known someone like
that. So the mind may have much to
do with seasickness, but that little
balance mechanism in the ear is the
most important thing.

Now, what to do about seasickness
and how to prevent it. There are
about as many sworn remedies as
there are old sea dogs—take hot soup,
cold soup, solid food, liguid food, and
s0 on and on. None of them works
very well, although some seem to, be-
cause nearly everyone recovers sooner
or later—although it always seems
later to the poor guy who has it!

Many different drugs have been
tried with varying and usually little
success—powders, pills, and injec-
tions, During World War II, sea-
sickness became a great problem to
our Armed Forces, and researchers
really got busy on the problem.
There is a group of drugs (called anti-
histamines, if you want a four-bit
word) which are useful in treating
hives and hayfever. One of these is
called Dramamine,

Several yvears ago just before the
war, a few people who suffered from
hives and also from seasickness hap-
pened to take sea trips, and were tak-
ing Dramimine, on a trial basis, for
their hives. The hives were bene-
fitted in some, and suprisingly
enough, they noticed that they did not
have their usual seasickness. This
odd bit of information was lost sight
of and not considered of any impor-
tance until during the war when re-
searchers started looking around for
something to prevent seasickness.

The Medical Research Group of our
Navy heard about Dramamine and
decided to give it a trial. Several
hundred sailors, normally subject to
seasickness, were chosen for the test.
Half of them were given Dramamine
and the others were given a pill which
looked the same but which contained
only a little starch and sugar. They
all thought they were getting the same
pills. What happened? During a
rough sea voyage, among those who
were given the little starch pills there
was the usual amount of disability
from seasickness but more than 95%
of those given Dramamine were not
seasick. This has been verified time
and again, and now we know we have
a drug which will prevent motion
sickness in the vast majority of peo-
ple. Further studies have recently
shown that other drugs, similar to
Dramamine, are also effective in pre-
venting seasickness.

How should Dramamine be used?
Preferably, it should be used as a pre-
ventive though it is also useful in
treating seasickness.

A word of warning about other ef-
fects of Dramamine. Some people
who take it get drowsy and dopey and
want to spend most of their time in
the “sack.” Therefore, caution must
be used in giving Dramamine to men
whose jobs require constant alertness,
quick decisions and actions, and upon
whom the safety and lives of many
others may depend. If Dramamine
makes them sleepy, they will have to
forego the drug and just “sweat it
out.”

Courtesy of Marine Safety.
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CHECK YOUR BUOYANT
CUSHIONS

With old man winter in hibernation,
pleasure boats will once again dot the
lakes and rivers, for summertime is
vacation time.

It's a time when thousands of pleas-
ure seekers turn to the water. You
may be one of these. If so, have fun;
enjoy yourself, but take care to avoid
a one-way trip. Know what you are
doing and remember, accidents do
happen!

It is possible the buoyant cushions
carried on board the pleasure craft
will be called upon to provide more
than a soft, pleasant seat. Perhaps
yvou've never really thought about
them. Perhaps you've just accepted
them. Well, like any man-made
object, their good performance is
based on conscientious manufacture
by the manufacturer and occasional
careful checks by the user.

Briefly, a buoyant cushion is a com-
bination cushion and life preserver,
ordinarily made by enclosing kapok
with a canvas or leatherette cover.
With the exercise of reasonable care,
such a cushion will provide sufficient
buoyancy to keep a person afloat for
several hours. However, there are
certain factors which should be un-
derstood before they are completely
relied upon.

Buoyant cushions used as lifesaving
equipment on motorboats of classes
A, 1, or 2, not carrying passengers for
hire, are required to be manufactured
in accordance with certain standards
set by the Commandant, U. S. Coast
Guard, so as to insure a sufficient
buoyancy to keep a person afloat for
a reasonable period. The manufac-
turer submits either a sample buoyant
cushion or his specifications as to
its manufacture for approval, depend-
ing on the type of buoyant cushion
being made. If the proposed buoyant
cushion is acceptable for use as life-
saving equipment on the above classes
of motorboats, the manufacturer is
authorized to indicate by an appro-
priate tag that the particular buoyant
cushion meets the safety require-
ments,

That being the case, you might say,
“Well, what's there to worry about?"”
Simply this. Most manufacturers
feel honor bound to produce the safest
buoyant cushion possible. A few are
unscrupulous. Knowing that only

* peceasionally inspections can be made

of their facilities and their product,
the few unscrupulous manfacturers
may fail to conform to the safety re-
quirements once their product is ap-
proved. They may use a higher per-
centage of reprocessed or inferior
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kapok. Some have been known to
chop up mattresses and pillows and
use covers and all as filled material.
A few have cut down on the amount
of kapok used. Consequently, some
buoyant cushions are practically use-
less as lifesaving equipment as they
either lack initial buoyancy or lose it
quickly. The Coast Guard makes a
continuous effort to check the manu-
facture of such items, but it is not
always possible to prevent unscrupu-
lous practices before a number of in-
ferior buoyant cushions have been
placed on the market.

Understanding this, you ean appre-
ciate the need for caution when pur-
chasing buoyant cushions and the
need to check your buoyant cushions
periodically for buoyancy.

Still, it must be clearly understood,
the percentage of inferior, new, buoy-
ant cushions is small. Ordinarily a
new buoyant cushion may be relied
upon. More often than not, the im-
portant thing is to give buoyant cush-
lons proper care when in use.

Some of the things to remember
and some of the things which should
be done are as follows:

(1) Test buoyant cushions period-

ically for buoyancy.

(2) Don't use them as playthings.

(3) Replace buoyant cushions when
they become lumpy and are no
longer soft. (Lumpiness indi-
cates lost buoyancy.)

(4) Realize buoyant cushions are
not waterproof. (Water seeps
inside through the seams.)

(5) Do not sit on wet buoyant cush-
ions. (Buoyancy is lost when
kapok is lumped and matted.)

(6) Hang wet buoyant cushions up
to dry.

(7) Replace gas- or oil-soaked
buoyant cushions. (Gas and
oil will penetrate the cover and
ruin the buoyant effect of
kapok.)

There are two general types of
Coast Guard approved buoyant cush-
ions, which are termed standard and
nonstandard. The standard buoyant
cushion is small, 15" x 15" x 2", and
must contain at least 20 ounces of
kapok. The nonstandard type buoy-
ant cushions vary in size and shape
and are larger than the standard type
buoyant cushions. They must con-
tain 1 ounce of kapok for each 11%
square inches of top surface covering
a 2-inch thickness.

Be sure that your buoyant cushions
are Right bhefore departing on your
Cruise.

HOW EMPTY CAN A
CONTAINER BE?

Though entirely empty, a tank,
drum, or safety can previously used
for highly volatile liquid may be filled
to capacity with the vapor from this
liquid. Even a container having been
used for a liguid not considered highly
volatile such as kerosene, fuel ofl, etc.,
may be partially filled with vaporized
fuels if exposed to elevated tempera-
tures.

Practically all hazardous vapors are
heavier than air. Thus these vapors
readily mixed with air in a highly
explosive concentration, may remain
for years in a container erroneously
assumed to be empty.

Beware of the “empty” can or con-
tainer! Empty drums, awaiting pick-
up should be stored safely outdoors,
plugs replaced to avoid accidental en-
trance of sparks or other ignition
sources. Never pour contents of a
container used for hazardous liquids
onto any kind of a fire or hot surface
Never cut, weld or solder a container
unless positively known to be entirely
free of hazardous liquids, vapor,
gases, or residue likely to release such
vapors. Never enter a tank used for
hazardous materials without thor-
oughly preparing the tank for entirely
safe entry, and then only after having
double checked with suitable gas anal-
vsis equipment, carefully trained
standby personnel in attendance and
with all necessary equipment to as-
sure an entirvely safe “round trip.”
Even then any such work should be
attempted only with the full knowl-
edge and approval of the personnel or
safety department having jurisdiction
over such activity.

—Courtesy Sentinel, February 1951.

B

“COME OVER HERE WHERE WE CAN TALK
POUTELY, | DON'T LIKE TO HAVE TO SHOUT.”

Courtesy Maritime Reporter.

137


http:cont.o.ln

WHY LEARN THE HARD WAY?

“After we lowered our boat in the
water and went to release them, one
of the falls hung up. Had to cut the
block away. It would not release.
Only one hook came unhooked and
almost caused the mast of the ship
to sink the boat and kill the
men. * * *" (8/18/42.)

“The lifeboat—she jumped off the
forward hook and was hanging by her
after fall, and the stem piece and part
of the keel was torn out of the life-
boat, and we had to cut her adrift. I
would not have lost the No. 1 boat if
we had different kind of gear for
hooking on her. If she had mousings
on the hooks or if she had automatic
releasing gear that would not have
happened. * * *" (10/16/42.)

“No. 5 boat, that was the first boat
launched * * * must have been
about 16 or 20 men aboard when they
lowered the boat. The after tackle
came unhooked, and the forward
tackle—they didn’'t know where the
release was, I think. The boat was
swamped and everybody that was in
the boat was swept out of the boat.
That's why they lost their lives.”
(3/18/43.)

“The prisoners lowered No. 6 life-
boat into the water. But they were
unable to release this boat. They
didn’t know anything about how to
release it." (8/16/43.)

These are anguished words from
the past. The voices of experience
rising above the horror of war to
guide you. Can you hear them? Can
you grasp their message? World War
II is over, but ships still sink, and men
still scramble for survival, Others
have heard their demand. New re-
leasing gear has been designed in an-
swer to their plaints, Do you know
what it is; what it does; how it works?
You should, for your life may be at
stake.

It is now possible to release both
boatfalls simultaneously. It is possi-
ble to do this safely and quickly. ¥You
no longer need fear being hauled to
the ocean depths due to time-consum-
ing releasing gear—if you know your
releasing gear—that is, what it is:
what it does; how it works,

What type of releasing gear incor-
porates features to correct past de-
ficiencies? It's nothing brand new.
Since 1944, all new installations of
mechanical disengaging apparatus
freleasing gear) on ocean and coast-
wise vessels have incorporated these
safety features. You know it as
Rottmer type releasing gear.

How does it work? This gear con-
sists essentially of a pivoted open hook
whose foot reposes in an open cup-
shaped device. To release the life-
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boat, the cup is turned to an open
position by means of shafting which
is rotated with an operating handle
located near the helmsman. Thus,
both ends of the lifeboat are released
simultaneously from the falls. (See
diagramatic representation.)

Why is it an improvement over
wartime releasing gear? Because
this arrangement allows both falls to
be released simultaneously and
quickly regardless of the tension on
them. The ability of the Rottmer
gear to release both falls simultane-
ously under tension is advantageous
not only in rescue missions but also
under abandon-ship conditions where
the vessel may have some way on,
causing considerable tension in the
falls.

Is there any need for caution in us-
ing this type of releasing gear? Yes.
This ability of the gear to release un-
der tension requires that care be
exercised when lowering a lifeboat to
insure that the release gear lever is
not thrown until the boat is water-
borne. In the case of rescue missions
under adverse weather conditions the
gear may sometimes be tripped safely
as the boat is about to become water-
borne in order to take advantage of
the most favorable sea conditions, but
in normal operations the lifeboat
should be lowered into the water be-
fore the operating handle is thrown to
the open position to release the falls.
Similarly, the lever should not be
touched when cleaning or painting a
lifeboat on shipboard.

Are there other safety features?
Again, yes. The Rottmer releasing
gear operating handle is required to
be readily accessible and held in posi-
tion by a toggle pin which is con-
nected to a permanent part of the
lifeboat structure so that air tanks,
footings, lifeboat equipment, etc., may
be removed without disturbing the
handle. In addition, the operating
handle is required to be painted red
and have, in raised letters, the words;
“DANGER — LEVER RELEASES
HOOQOKS.” Another safety feature in
the Rottmer gear is provided by pre-
venter bars which act not only as an
automatic mousing device but also
permit the release of the falls when
the lifeboat is water-borne in the
event the gear is inoperable. This
automatic mousing feature is advan-
tageous when lowering a lifeboat,
since a premature release of either
end of the boat due to a slack in the
falls caused by sea conditions cannot
occur. This automatic feature is also
desirable when retrieving a lifeboat
sinece the link under the block can be
thrust inte the hook without fear of
subsequent unhooking.

How much care is required to main-
tain this type of releasing gear?
Routine maintenance. As is the case
with most mechanical contrivances,
the Rottmer releasing gear requires
periodic lubrication to maintain the
gear in a satisfactory operating con-
dition. Grease fittings are provided
in the upper and lower guide bearings
for this purpose. In addition, other
moving parts should be greased or
oiled as found necessary, for proper
maintenance is closely coupled to safe
operation.

Now for the question, “Who needs
to know all this?" Do you recall an
earlier guotation? “The prisoners
lowered No. 6 lifeboat into the water.
But they were unable to release this
boat, They didn't know anything
about how to release it.”' Who should
know? You, you, and YOU, Every-
one sailing on board a ship should
know how to get a lifeboat away,
whether deck officer or engineer, fire-
man or seaman, steward, or what
have you. The other fellow might
not know either.

Observations of the Old

Mariner

The strakes on a ship are desig-
nated by letters, the garboard strake
being “A." the next “B,” and so on
working outboard.

A “bottomry bond” is a lien on
a vessel. Usually given when the ves-
sel is in a foreign port, the “bottomry
bond"™ assures the payment of ex-
penses or repairs incurred. It pre-
vents the sale of the vessel.

A Kelvin degree is a unit of tem-
perature on the EKelvin scale. This
scale starts at minus 273° C. as its zero
point. One degree on the Kelvin scale
equals one degree on the centigrade
scale.

Literal sensitivity is the property
of a range which determines the
rapidity with which the two lights
of the range open up as a vessel moves
laterally from the range line, thus in-
dicating to the mariner that he is off
the center line.

A Mississippi River type buoy is a
lightweight unlighted buoy of unique
design developed for use on rivers and
now used in many inland areas.

A shot is a unit of measurement of
chain equal to 15 fathoms long.

Proper lubrication of wire rope will
prevent the core from becoming dry
and the wires from corroding.
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LIFEBOAT RELEASING GEAR
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NUMBERED AND UNDOCUMENTED VESSELS

The table below gives the cumulative total of undocumented vessels num-
bered 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 guarter ending

March 31, 1952.

7
Const Guard District | Customs port

1(Boston) ... ... | (1) Boston._._. = 113, 890
(1) Portland, Mainge_ . 11, 660

(2) St Albans. 2,038

(5 Providenee. . .. 4,742

J6. 200

 (st. Louls) | 15y st Lonis. 15, 587
(12) Pirtshurgh. . 2561

(34) Pembina. il

(45) Minneapolis.__ G, (8

) Indianapolis. 3,808

(12) Loulsville_. 3, b0l

(43) Memphis (part) 5,178

(400 Omahs (part) 500

(47) Denver_—____ . 6

A, 3

3 (New Yurk). = . (1) New York : 40,458
(%) Bridgeport__ o, 301

(11 ‘Philadelphin_ _ . 20, 8

0, G

LR [y (71 ) R P, (14) Norfolk ... ... : 116, 15
(13) Baltimore . . 3,973

(15 Wilmington, N, C_._ _ 8, B3R

am, iz

TiMinmb. ... .. oo | (18) Tampa (part) .. = == = 23,830
(1) Charleston . 1, 483

(17) Savannah .. 3,411

(40) SanJuan._.. .. . 482

(51) §t. Thomns O

20,811

S (New Orleans). _...__..........| (20) New Orleans = 20, 487
C1%) Tampa (part). . g 70

(19) Moblle. ... . LR B

21) Port Arthur 4, (M8

(22) Gialveston.. . 10, M8

(28 Laredo, ... ... g 2, 152

(24) EI I'aso_... s &

(43) Memphis (port) 76

0 (Cloveland) . ... — | NI o (0 T G
(7} Ogdenshurg. .
(%) Rochester. .
(W Buffalo..
(36) Duluth. .
(47) Milwnukee.
(3%) Detroit .
(3%) Chicago. .

U @ongBeoch) . ooceee o oL (27) Los Angeles
(26) Sau Diego.
(26) Nogales_ ..

12 (San Francisco) . . ceoon| (28) San Fruncisco. .

13 (Beattle). ... ... cemmeme= | U30) Seattle.
(2) Portland, Oregon
(33) Great Falls .. .

H (Honolulu) . _ (32) Honolulu.
17 (Juneu) .| (81) Junean __.__.
Girand total |

*The Ninth Cosst Guand THstrlet's cumulative total represents o reduction of 48,165 numbered vessils.

This decrpase In the number of boats 1s due to the elimination from the records of all outbonrd motorbouts of
10 feet or less in length heretofore required to be numberad but presently exempt from the provisions of the

Numbering Act,
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Council Activities
(Continued from page 130)

Commandant. Amendments to reg-
ulations will also be published in the
Appendix in future issues of the “Pro-
ceedings,” or if space limitations pro-
hibit such action, then appropriate
references to where such regulations
may be obtained will be published.

JULY PUBLIC HEARING IS
ANNOUNCED

The Merchant Marine Council will
hold a public hearing on Tuesday,
July 22, 1952, commencing at 9:30
a. m., daylight saving time, in Room
2020, Coast Guard Headquarters,
Thirteenth and E Streets NW., Wash-
ington, D. C., for the purpose of re-
ceiving comments, views and data on
proposed changes in the navigation
and vessel inspection regulations.

The Revised Statutes containing
the basic authority for vessel inspec-
tion regulations have been amended
many times and other laws have been
passed which supplement or comple-
ment the Revised Statutes, as well as
the many conventions and treaties
which have been ratified since 1872
which have a direct bearing on the
vessel inspection requirements. At
the present time it is difficult to de-
termine what requirements are appli-
cable to the various types of vessels
in the merchant marine. Since it is
necessary to revise many of the vessel
inspection regulations in order to im-
plement the 1948 Convention for
Safety of Life at Sea, it is proposed to
accomplish a revision of the format
of the regulations, as well as a revision
of the requirements at the same time.
It is felt that the division of the gen-
eral rules and regulations for vessel
inspection by classes of waters now
leads to confusion and misunder-
standings as to what requirements are
applicable to a particular type of ves-
sel. The proposed revision in format
will separate the requirements ac-
cording to type of vessel. The re-
quirements for a particular type of
vessel will set forth limitations ac-
cording to the waters navigated, such
as oceans, coastwise waters, Great
Lakes, bays, sounds, and lakes other
than the Great Lakes, and rivers.
This method of approach was used in
connection with the requirements for
tank vessels and has been found to
be very satisfactory.

This agenda, due to its size, has
been divided into eight volumes: each
volume representing one specific sub-
ject. The agenda for this public
hearing has been mailed to persons
and organizations who have expressed
a continued interest in the subjects
under administrative scrutiny and
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have requested that copies be fur-
nished them. Upon request, the
agenda will be furnished by the Com-
mandant (CMC), United States
Coast Guard, Washington 25, D. C., so
long as they are available., After the
supply of agenda is exhausted copies
will be available for reading purposes
only in Room 4104, Coast Guard
Headquarters, or at the offices of the
various Coast Guard District Com-
manders.

Can USCG Help?
(Continued from page 132)

with enforeing laws that Congress has
passed. Ina very real sense, then, it is
you, and all boat owners and the boat
users, who make the laws that govern
boating.

Now—in pointing out to you this
one fact, that you, that all concerned
in any way with boating are the ones
who fundamentally control the law—
I think that I can summarize for you
the conclusions that I came to when
I came to think about an extension of
the safety program.

First came the obvious platitudes:
That safety cannot be built in like a
gadget; that safety is not something
that you have—it is something you
must work for, and when the time
comes that you stop working for it—
you don't have it; that there are no
erperts on safety—there are only
careful and prudent people who use
boats properly and are still alive,

The other realization I came to is
this—that, insofar as the Coast
Guard’'s contribution to any safety
program is concerned, the Coast
Guard is an instrument. While the
personnel of the service are ready
and willing, and more than willing,
both professionally and by personal
interest, to assist in every way pos-
sible—the ultimate fact Is that the
Coast Guard is an ageney. It has
been created by the people to serve the
people, and it does not exist inde-
pendently of you—it is your instru-
ment—not just to help you but to be
used by you.

As an instrument, it requires use.
This means only that there must be
cooperation between other organiza-
tions interested in safety and the of-
ficial Government agency. I can
think of no better way that our pres-
ent facilities can be utilized than by
the direct and interested cooperation
of the Safety Council to make famil-
iar to the general public the nature,
the scope, and the manifold func-
tions of the Coast Guard as a pre-
ventive influence as well as a rescue
service,

We can assure you that in this way
the Coast Guard will continue to
render the same service to the many
more who every year seek pleasure,
with safety, afioat.
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Q. What is the proper fog signal
for a vessel at anchor?

A. A vessel when at anchor shall, at
intervals of not more than 1 minute,
ring the bell rapidly for about 5
seconds.

Q. When two steam vessels are
crossing so as to involve risk of col-
lision which vessel has the right of
way?

A. The vessel which has the other
on her own starboard side shall keep
out of the way of the other.

Q. What is the audible distress
signal?

A. A continuous sounding with any
fog signal apparatus, or the firing of
a gun,

Q. What is the difference between
the vertical lettering and the leaning
lettering found on a chart?

A. Vertical lettering is used for any
factor derived at high water and not
affected by the movement of the wa-
ter, Leaning lettering is used to de-
seribe such factors as are parts of the
hydrography.

Q. How would you define an esti-
mated position?

A. An estimated position (E. P.) is
the best position obtainable short of
a fix or a running fix. Usually it is
arrived at by applying current to a
D. R. position. However, other fac-
tors, such as wind and draft, should
be considered in establishing an E. P.
When a single line of position is ob-
tained, the E. P. at the time of sight
must be on that line.

Q. Of what value is the speed and
direction triangle?

A. It is the basis for the graphic
solution of all relative movement
problems.

Q. What is the difference between
local civil time and zone time?

A. A ship’s local eivil time is de-
fined by the longitude at the ship,
whereas its zone time is defined by
the longitude of the meridian of its
time zone.

Q. What is a rhumb line?

A. It is a line on the earth’s surface
which makes the same angle with all
meridians.

Q. How long is a nautical mile?

A. The nautical mile is 6,080 feet,
being for practical purposes the
length of 1 minute of arc of any great
circle, such as a meridian or the
equator,

Q. What type allotments are avail-
able to seamen?

A. 1. Allotments to grandparents,
parents, wife, sister or children.

o
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2. To savings accounts maintained
in his own name.

3. For the purchase of savings
bonds.

Q. Why is it that the orders “right
rudder” and *“left rudder” have been
adopted for use aboard ship?

A. Because of the possibility of
confusion, the use of the words “star-
board” and “port” in orders to the
helmsman has been prohibited by an
Act of Congress. The orders to the
helmsman, which must be used in-
stead of those formerly used, are as
follows :

1) “Right rudder,” which is an
order for the wheel to be turned to
the right, so that the rudder and the
head of the vessel go to the right,

(2) “Left rudder,” which is an
order for the wheel to be turned to
the left, so that the rudder and the
head of the vessel go to the left.

Q. When splicing wire, in which di-
;e;uon should the marlin spike point
A. The marlin spike point should
always be away from the body.

Q. What is the proper stowage of
hatch covers?

A, When not in place, hateh covers
should be kept neatly piled away from
the hatch coamings but abreast the
section where they belong.

Q. What lights should you display
on a lifeboat at sea at night?

A. From sunset to sunrise, the
boat’s lantern should be hoisted as
high as possible on the mast or on a
spare oar.

Q. What are the general qualifica-
tions for certification as able seaman?

A. 1, Must be at least 19 years of
age,

2. Pass the prescribed physical
examination.

3. Meet the sea service or training
requirements required.

4. Satisfactorily pass an examina-
tion demonstrating his ability as an
able seaman and lifeboatman.

5. Be able to speak and understand
the English language as would be re-
quired in the rating of able seaman in
an emergency aboard ship.

Q. In what direction would your
lifeboat be heading if the north star
bore broad on your starboard
quarter?

A, The lifeboat would be heading
about southwest.

Q. Which type of rope is made
from the henequin plant?

A, Sisal rope,
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_ LESSONS FROM CASUALTIES

Creating “safety consciousness” is like building character.

This is not done by laws,

decrees, and commands but by quict influence, unconscious suggestion, and personal

guidance.

PERSONNEL INJURIES (WHAT!
AGAIN?)

In the January 1952, issue of “Pro-
ceedings of the Merchant Marine
Council” there was included a table
of serious personnel injuries, com-
paring various classes of injuries that
occwrred in fiseal year 1951 to those
that occurred in 1850. In the event
this issue is not immediately available,
the following facts are repeated:
There were 344 serious personnel in-
juries reported in 1951 of which one-
third were due to falls, This figure
compared favorably with the 320 in-
Juries reported in 1950, one-third due
to falls. It was conceded that little
could be done to prevent people from
falling, In Boy Scout Camp (if mem-
ory serves me correctly) swimming
class was conducted by the “buddy”
system, in which one swimmer is al-
ways within reach of his designated
companion. Walking class to, on, and
from merchant vessels could be con-
ducted in this manner, or does anyone
have a more ridiculous suggestion?
Don't try to argue, using as a basis for
your argument that the deck of a ship
presents problems not common to
other pedal thoroughfares, because
injuries caused by heavy weather,
when decks become most treacherous,
are listed separately and number only
five in each year, leading to the as-
sumption that when decks are obvi-
ously not fit for walking, enough care
is exercised by the individual to keep
him from falling, slipping, tripping,
and stumbling, while under favorable
conditions caution is neglected.

The end of the fiscal year is the
best time to compare casualties, for
then improvements, or otherwise, can
be noted against previous years' fig-
ures, But at this time, picking out
reports at random, let us see what
trouble the maritime public has got-
ten into this year. The solutions
follow this article.

was disclosed

(L) e & e 4
* * * that the PFirst Assistant,
after doing routine maintenance on a
generator, using carbon tetrachloride
for cleaning, had been found * * *
in the passageway outside his room
doubled up with pains, unable to rise,
and with labored breathing, * + *
It also appears that the Chief Elec-
trician, who had been using carbon
tetrachloride, was taken ill, had low
temperature and pulse, ‘pasty’ com-
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plexion, and was unable to retain his
breakfast.”

(2) The Deckhand “was on the
forecastle of the tug, working. He
took a line to place on the quarter bitt
of the two barges on the head of the
vessel. He was standing on the gun-
wale of the barge that had a rail shape
along the gunwale. He put the eye
of the line on the barge on which he
was standing and went to throw the
bight of the line on the timber head
of the adjacent barge. He stepped
back on the rail shape along the gun-
wale, lost his footing and started to
fall forward. He jumped back and
fell feet first into the empty coal
barge, a distance of approximately 10
feet." The Deckhand received a
fracture.

(3) “In the process of shifting a
ladder that had been leaning against
forward foot of the after stack, and
when he was about to place the ladder
on the top of the grating (the Coal-
passer) stepped back and in doing so
stepped into an open scuttle hateh
* * * that leads to the car deck,
falling 18 feet to the platform below.”
The Coalpasser susltained three
broken ribs and a sprained ankle in
addition to cuts and bruises.

(4) The Deck Maintenance “ar-
rived at the dock in a taxicab. He
left the cab and started up the ladder
carrying a phckage in his left arm
containing six eans of beer. When
about 12 to 15 feet from the dock he
lost his balance and fell, landing on
the dock. * * * The taxicab
driver and a friend * * * both
stated that the Deck Maintenance
had been drinking and was, in their
opinion, under the influence of in-
toxicating liquors.” One broken leg.

(5) "Subject, while tying up tow in
Calcasieu locks, preparatory to look-
ing through, placed the eye of the 6''
manila line over a pile in the tender
system with the tow going at dead
slow speed, and then attempted to
make the free line fast to cavil on the
barge but the line became twisted and
his foot got caught in the bight, sever-
ing the foot at the ankle and throwing
him overboard.”

(6) “While the ship was in port,
the deck engineer was working on the
after deck. He crossed over from the
port side to the starboard side to No.
4 hatch to repair a winch. As he did
50, he turned his right ankle when he
stepped over a guard covering a steam

line.” Result fractured fifth meta-
tarsal bone.

(7) “The engineer on the 8-12
watch entered the boiler of his own
volition, * * * +to check on the
progress of repairs, and he did not
wear safety goggles when he entered.
While watching the repairs, a steel
chip flew from the tube roller and into
his right eye, causing injury to the
eve.

i8) “In the afternoon, the radio
operator left the vessel for the pur-
pose of shopping. During his shop-
ping tour he purchased a new fishing
pole and consumed several beers.
Later in the day, he returned to his
ship to deposit his newly purchased
fishing pole and immediatetly re-
turned ashore where he devoted his
time to drinking beer in a local tav-
ern. He does not remember when he
left the tavern or what occurred from
the time he left the tavern until he
regained consciousness * * *
When discovered he was lying on the
dock, under the accommodation lad-
der. From this position it Is possible
that he fell from the accommodation
ladder while attempting to board his
vessel. Examination disclosed that
he suffered a fractured pelvis, fraec-
tured hip, and a fractured femur, ac-
companied with various bruises.”

(9) “Investigation revealed that
the Chief Cook, (A), and the Second
Cook, (B), were standing at the door
between the galley and the pantry
engaged in a conversation when (C)
approached. After listening for a
moment (C) attempted to interject
his ideas into the discussion. 'This
was not well received by (B) who ad-
vised (C) that he was addressing (A)
only. (C) persisted in an indignant
manner, whereupon (B) pushed (C)
from him with one hand. (C) was
caught off balance and fell backward
against the pantry sink, his left arm
going into the sink which was filled
with scalding water used to rinse the
mess gear.” (Names supplied above
are purely fictional.)

(10) “As subject started to descend
on port side from the Texas deck to
forecastle deck his feet slipped out
from under him. He hit on the small
of his back * * * and then slid
or tumbled to the bottom of the stair-
way. An hour or so later, after hav-
ing returned to the Texas deck, the
subject again descended to the fore-
castle deck, this time on the starboard
side, and again slipped in a similar
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way, again landing on his back and
tumbling to the bottom of the stair-
way.” His injury was diagnosed as a
bad bruise on the small of the back.

(11) “The Coalpasser and the
Third Assistant Engineer had moved
two full barrels of oil from aft of
midships to a position along the port
bulwark, abreast forward slde of the
after cabins. The barrels had been
rolled down the deck, and in the act
of upending a barrel to place it in
position for stowage, the barrel
slipped outboard, both men being
cauzht off balance, both losing their
erip on the barrel, causing the barrel
to fall downward, striking the Coal-
passer on the right foot. He sus-
tained * * * a contusion to the
ereat toe, and the second and third
toes were mashed, necessitating am-
putation of these two toes at the first
joint."

1123 “At about 8 a. m. the Deck
Maintenance was working on the for-
ward mast, preparing No. 1 boom.
After finishing his work on No, 1
boom, he returned to the main deck
and had his breakfast, After break-
fast, he again went up the foremast to
prepare No. 2 boom. As he reached
the crosstree, he either missed his
hold or slipped, and fell to the mast
table and then to the deck. His in-
juries consisted of a concussion, skull
injuries, compound fracture of left
elbow, deep lacerations and bruises."

The boys are not really trying any-
thing new, but in many instances the
old stand-bys are modified with the
result that several novel literal and
fizurative twists have been developed
There are but very few lines of ship-
board endeavors that do not present
some form of danger, but the types of
accidents which raise the total on the
casualty tabulations are those which
may be encountered around the house
or on the street; the foolish accidents,
Again we say, “Wateh your step. The
leg you break may be your own."”

SOLUTIONS TO INJURY
PROBLEMS

ito be taken with a grain of salt)

(1) After using carbon “tet” for
only 2 hours, you, too, can have that
“pasty' complexion,

(2) Placing the eye of the line onto
the barge was putting one eye to good

use. More than you can say about
two other eyes we can think of
offhand,

(3) Use a longer ladder.

(4) When arriving at the ship with
a full cargo to embark, a net designed
for the purpose is recommended.

(5) Further serves to illustrate that
a man's leg is not a proper fixture on
which to secure the bitter end of a

line.
i6) It Is evident that the guard
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satisfactorily protected the steam line
from damage for it emerged un-
scathed, How about a guard for the
deck engineer?

(7) The trouble with wearing a
perfectly good pair of safety goggles
into the boiler is, of course, that they
may get broken by steel chips or
something.

(8) The effect of fishing poles on
radio officers is obvious.

(9) "Too many cooks * * *"

® Figeres in parenibeses show BS) 38
venage lime charge pef case
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(Courtesy National Sajety Council)

(10 It is apparent that subject
exhausated all possibilities towards
reaching the forecastle deck from the
Texas deck unless there can be found
a centerline stairway. One gives you
five he wouldn't make it.

i11) "Roll out the barrels” is an
act which Is supposed to result in a
happy ending.

i(12) We would like to know what
this man had for breakfast before
leaping to conclusions.
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FURTHER PAINTING OBSERVATIONS

Each month, under the heading en-
titled "LESSONS FROM CASUAL-
TIES,” there appear several case his-
tories of accidents involving vessels
and people. The presentation is gen-
erally the same in each case and in-
cludes a brief discussion of the
casualty and either states or implies
the error committed and the remedial
action to be taken or proper course to
be followed to prevent a recurrence of
identical casualties. It is unfortu-
nate that such articles cannot be
dressed up and colored so as to be
found more interesting by the very
persons for whom they are intended.
It is difficult, if not in poor taste, to
thus enliven a tale about how the
bos'n lost his leg in the anchor wind-
lass or the fireman was burned about
his face and hands. Lessons from
casualties must be taken at face
value; they are facts; they constitute
the experiences of that large group of
mariners who have suffered injury.
Lessons from easualties are published,
as such, that the entire industry may
profit from the painful experiences of
others.

You probably have guessed it. You
are being led up to the subject of
“repeaters.,” Perhaps you, personally,
have not been involved in an explo-
sion due to the ignition of inflamma-
ble vapors from paint, gasoline, ete.,
but you have been warned. In this
article you will be referred to the
April, 1950, issue of the Proceedings
of the Merchant Marine Council;
some excerpts will be reprinted from
the article entitled “Painting Obser-
vations.,” You will be given the facts
surrounding a recent flash fire due to
the ignition of paint vapors. You will
be advised how this casualty hap-
pened and why it should not have
happened.

From the April, 1950, issue of Pro-
ceedings: “In one casualty in a ship-
yard two men were killed, an arm was
blown off a third man, and the fourth
man received third-degree burns as a
result of an explosion of paint fumes
within a tank being prepared for
carrying alcohol in bulk. These men
were not seamen but employees of a
subcontractor working for the ship-
yard. The tanks of this particular
tank ship had been previously dry
sandblasted and the men were spray-
painting the interior tank surfaces.
This particular tank was ventilated
by means of ordinary blowers fur-
nished by the shipyard. The evidence
does not show whether the blowers
were turned off during the time the
painters were eating lunch. However,
shortly after luncheon several work-
men entered the tank and then came
back and complained of gases in the
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tank. Whereupon two straw bosses
went into the tank while two work-
men remained outside. Suddenly an
explosion cccurred which was heard
several blocks from the shipyard.
The two men in the tank managed to
get out unassisted, One came up with
his clothes blown or burned com-
pletely off, while the other came up
with his clothes in shreds and burn-
ing. One of the men who was watch-
ing had his richt arm extended into
the manhole and this arm was sev-
ered below the elbow. The other man
who was watching by the manhole
received third-degree burns. First
ald was immediately rendered by the
ship's crew and the four men were
subsequently hospitalized, but the two
men who were in the tank later died.”

The details of this explosion follow
very closely the details of a recent ex-
plosion: A dry-cargo Liberty-type
vessel was withdrawn from the laid-
up fleet and was being reconditioned
at an east coast shipyard. A skeleton
crew consisting of deck and engineer
officers had been assigned, but the re-
pairs were actually being carried out
by the shipyard. Four men were as-
siened to the painting of the deep
tanks in No. 1 lower hold and were
s0 engaged at the commencement of
the second shift at 1630, at which
time, only the night mate and night
engineer were on board. Two men
were in No. 1 and the other two in No.
2 port deep tanks. Their working
gear consisted of paint and spray
tools; the lights had been rigged prior
to their arrival and were in place at
the time. At about 1700, the two
men in No. 2 port deep tanks ex-
hausted their supply of paint and
both left the tank where they were
working to obtain more from the sup-
ply tank in No. 1 lower "tween deck.
They heard one of the men who were
working in No. 1 port deep tank tell
the other that he would finish the
painting in that space. At this point
“a loud hissing noise, like escaping
alr'" was heard and someone shouted
“Fire" as the entire space where these
men were, burst into flames. One
of the men tried to get out by the
forward ladder but found the hatch
blacked by hatch covers; he turned to
the after ladder and managed to
reach the deck but was severely
burned on the face and hands. None
of the others reached the deck, but

‘The Human Body
.With Proper Care
Will Last a Lifetime

were recovered by a rescue squad.
The fire extinguished itself after
burning about 2 minutes. The two
men who were working in No. 1 port
deep tank succumbed that night; the
other two who had left No. 2 to re-
plenish their paint supply, lived, but
each required long hospitalization.

This casualty was caused by a vapor
explosion which started in No. 1 port
deep tank. The paint-laden atmos-
phere was ignited by a portable ex-
tension light which was found in the
tank after the explosion. From its
condition, it was deduced that lacking
a vapor globe, the bulb was in some
manner broken and the resultant
flash supplied the necessary ignition.

Although this article treats of the
explosive character of some paint
vapors there are other considerations
which are important to the painter
and concern the toxic qualities of
paint—through inhalation of the
fumes or by direct contact, As a re-
sult of study on the subject, there
was drawn up a list of suggestions to
overcome these painting hazards
which may be encountered on ship-
board. This list was published in the
aforementioned issue of the Proceed-
ings, and it is noted that strict ad-
herence to the list would probably
have prevented subsequent casualties
of a similar nature:

1. Adequately ventilate all en-
closed compartments in which
painting is to be done.

2. Where paint vapors or fumes
are known to be explosive, the
electrical portable equipment
used in painting operations in
enclosed compartments should
be of the explosion-proof type.

3. Where paint vapors or fumes
are known to be explosive or
combustible, any type of work
within the danger area which
may produce fiames or sparks
should be prohibited.

4. Maintain good housekeeping
practices.

5, All packages containing paints,
varnishes, lacquers, thinners, or
other volatile painting materials
should he kept tightly closed
when not actually in use. Only
the minimum amount of mate-
rials should be allowed in the
compartment being painted.

6. The exits from the compart-
ment being painted should be
clear.

7. Fire-extinguishing equipment
should be provided in easily ac-
cessible places during paint
operations.

8. Persons not actually engaged in
painting should be prohibited
from the compartment.
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9. Painters should wear adequate
and sultable clothing.

10. No eating, drinking, or storing
of food should be allowed in
compartments which are being
painted.

11, When applying certain paints,
the painter should wear a res-
pirator,

12. When a spray gun is used, there
is normally a large amount of
“flash back"™ and because of
this, - the palnter should be
equipped with an alr respirator
or hose mask,

13. No smoking should be allowed.

Applying the wisdom of this list
to our latest painting casualty it is
determined that (1) the compartment
was not adequately ventilated:; (2)
the portable light was not “explosion-
proof” and this fact contributed di-
decily to the explosion; (3) an exit
from the space was blocked by hatch
boards and resulted in a delayed es-
cape for one of the workmen; and (4)
although the fire burned itself out
quickly, it Is doubted that adequate
and appropriate fire-extinguishing
apparatus was at hand.

In considering the explosive prop-
erties of gases and vapors, one fact
must be understood: One of the most
significant properties of gases is the
tendency to expand and to diffuse
into space. Gases rapidly distribute
themselves to fill all space to which
they have access. In diffusing, they
penetrate the space which is already
occupied by other matter which, for
the purpose of this article, may be
alr. The rate of diffusion varies with
each gas. The purpose of raising this
point is to clear up a popular miscon-
ception that gasoline fumes and many
inflammable wapors, being heavier
than alr, will sink to the bottom of a
space and lie there as a layer. The
gas, no matter how heavy it is with
respect to the weight of air, will im-
mediately start to diffuse and will
eventually penetrate all space avail-
able, and the proportion of the gas-
air ratio from an explosive standpoint,
will vary from too rich, at the source
of the vapors, to too lean, at the re-
motest point. Somewhere between
these two points lies the explosive
range. This argument supports the
fact that even though the source of
inflammable vapors is in one com-
partment, an explosion may result
through ignition in an adjacent com-
partment whether the source of
ignition be high or low within the
compartment.

By keeping in mind these facts, and
with the judicious use of common
sense, it Is hoped that the number of
casualties due to vapor explosions may
decrense,
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Navigation and
Vessel Inspection
Circular No. 3-52

UntrED STATES CosST GUARD,
WasHInGTON 25, D. C.
March 12, 1952,

Subj: L berty type vessels, pilothouse
port lights, arrangement of.

1. Tt is essent al for safe navigation
of Liberty type vessels that the pilot-
house port lights be so arranged as
to provide maximum vision areas for
the persons navigating such vessels.
The Liberty type vessels were built
during World War IT and various ar-
rangements for port lichts providing
limited vision areas were accepted as
part of the blackout requirements.
The improvement of the visibil ty from
the pilothouse is considered necessary
as a safety measure. This need to
increase the visibility from the pilot-
house has already been recognized by
many shipowners and operators who
have submitted plans and requests for
changes in port light arrangements.

2, In providing adequate vision
areas in the pilothouse for the persons
navigating a Liberty type vescel, al-
terations should not be made which
will reduce the efficiency and strength
of bulkhead stiffeners. This can bhe
accomplished by inserting port lights
in the bulkheads between stiffeners
and in the pilothouse doors.

3. In order to have uniformity and
not to materially reduce structural
strength, additional port light areas in
pilothouse on Liberty type wvessels
should be as follows:

(a) For vessels having only the
original three (3) 18" by 13'2"" win-
dows, an additional four (4 16" port
lights or their equivalent are neces-
sary. They shall be equally spaced on
either side of the centerline so as to
provide adequate vision and vet will
not disturb the existing bulkhead stif-
feners.

th) For vessels whose port light ar-
rangements have been altered from
the original plans, no additional port
lights are necessary if the total port
light area is one thousand (1,000}
square inches or more (exclusive of
pilothouse door port lights) and so
distributed as to provide adequate visi-
bility. If the total port light area is
less than one thousand (1,000 square
inches, then arrangements to increase
such area to one thousand 1,000
square inches or more are necessary.
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(¢) For vessels with completely
fitted out navigating bridges provided
with permanent, heated shelters and
adequate windows or port lights for
visibility at the flying bridege level, no
additional port lights need be in-
stalled in the pilothouce.

td) For all vessels, the pilothouse
doors which have no port lights or
port lights with less than a 9" di-
ameter light, port lights having at
least 12" diameter are to be installed.
When pilothouse doors have port
lights of 9’ diameter or larger already
installed. no change in the port lights
is necessary.

4. There is a sketch on page 147
showing two accepted methods of ac-
complishing the alterations for addi-
tional port lights necessary to im-
prove visibility in the pilothouses of
Liberty type vessels.

5. The arrangements descr.bed in
paragraph 3 are designed to provide
improved visibility from the pilot-
house without materially affecting the
vessel's structural sufficiency. How-
ever, other arrangements which will
accomplish the desired purpose will
be allowed, but prior approval must
be obtained from the Officer in
Charge, Marine Inspection, in the
zone where the changes are to be
made.

6. It is essential for safety of life
at sea that these alterations be ac-
complished as soon as possible, and
the cooperation of shipowners and
operators is reguested in order that
these changes can be accomplished
by January 1, 1953.

By direction of the Commandant.

(81 H. C. SHEPHEARD,
Redr Admiral, U. 8. C. G..
Chief, Office of Merchant
Marine Safety.

Courtesy Maritime Reporter,

]

Navigation and
Vessel Inspection
Circular No. 4-52

UnITED STATES COAST GUARD,
WasHINGTON 25, D. C.
March 12, 1852,

Subj: Limit switches and emergency
disconnect switches in control
circuits of lifeboat winches: list
of manufacturers.

1. In Navigation and Vessel Inspec-
tion Circular No. 8-51, dated August
22, 1951, regarding limit switches and
emergency disconnect switches in
control circuits of lifeboat winches,
the description regarding new re-
quirements applicable to existing ves-
sels fitted with gravity davits and
power operated winches was set forth
in detail. In addition, sketches show-
ing wvarious arrangements were in-
closed. At the time this circular was
distributed various manufacturers
were requested to submit samples and
drawings of emergency disconnect
switches and limit switches suitable
for use with lifeboat winches, since
it was essential to design or modify
electrical eguipment to accomplish
the intent of the revised regulations
in 46 CFR 59.3a (b), 60.21a (b), 76.15a
ih), 94.14a (b, and 160.015-3 (k).

2. The following lifeboat winch
auxiliary equipment has been ap-
proved for use in making the altera-
tions required by the revised regula-
tions, as further explained by Naviga-
tion and Vessel Inspection Circular
No, 8-51, on certain existing vessels,
and on new vessels:

Main Line Emergency Disconnect
Switches:

Russell & Stoll Co,, Inc., New York,

N. Y.

Dwg. No. X-8120, Alt. 9; Cat. No.
X-8120-A, 2-pole, 115 volts DC,
12 HP:; Cat. No. X-8120-B, 2-pole,
115 volts DC, 12 HP: 240 volts
DC, 25 HP; Cat. No. X-8120-C,
3-pole, 220 volts AC, 32 HP; 240
volts AC. 35 HP; 440 volts AC, 63
HP; 600 volts AC, 89 HP.

Piezo Mfg. Corp., New York, N. Y.
Dwg. No, P-953, Alt. D; Type
LBSS-AC, 3-pole, 600 volts AC
maximum, 30 HP maximum;
Type LBSS-DC, 2-pole, 250 volts
DC maximum, 25 HP maximum.

Andersen & MacKenzie, New York,

N. Y.
Dwg. No. 76, 2-pole, 250 volts
maximum; 15 HP, 230 volts DC;
15 HP, 230 volts AC,
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Westinghouse Elec, Corp., Pitts-
burgh, Pa.

Dwg. No. 39-A-5843, Sub. 2, 3-
pole, 100 amperes maximum; 20
HP, 120 volts 3-phase: 40 HP,
208/240 volts 3-phass; 5) HP,
380,600 volts, 3-phase; 25 HP, 250
volts DC; S-1632983 (ecast iron)
and S-1632990 (cast bronze).

Limit Switches, Control Circuit
Type, Double-Pole:
General Electric Co., Schenec-

tady. N. Y.

Dwg. No. CR-9440 LS-442-AA 550

volts, AC or DC, with roller lever.
Piezo Mfg. Corp., New York, N, Y,

Dwg. No. P-981, Alt. C, Type MLS,

600 volts, AC or DC, 5 amperes.
Abelle Elevator Co., Louisville, Ky.

Dwg. No. 4332-2, Alt. 1, Type AL-

30 volts, 10 amperes, 250 volts, AC
or DC.
Cutler-Hammer,
Wis.
Dweg. No. D86-1313, Rav. O, Cat.
No. 6884 H1A, 10 amperes, 440
volts AC, and 1 25 amperes, 250
volts DC.
Master switches:
General Electric Co., Schenec-
tady, N. Y.
Dweg. No. CR-585-BIG (when ar-
ranged for lifeboat winch service)
440 volts maximum.
Westinghouse Electric Corp., Pitts-
burgh, Pa.
Dwg. No. 25-B-4672, Sub. 2, Spe-
cial HDN pushbutton station with
starwheel handle (in phenolic en-
closure) 440 volts maximum.

Ine.. Milwaukee,

Dweg. No. 26-D-59117, Sub. 1, Type
HD water and dust tight push-
button station star handle (in

cast iron enclosure), 440 volts
maximum.
Cutler-Hammer, Inec., Milwaukee,

Wis.
Dwg. No. B0286-1273, heavy-duty,
spraytight, single element control
station, Cat. No. 6981 ED91-44, 440
volts maximum,
C. C. Galbraith & Son Electric Corp.,
New York, N. Y.
Dwg. No. MS-1, Alt. 0, Master
Switch for lifeboat winch con-
troller, 440 volts maximum.
By direction of the Commandant.
(S) H. C. SHEPHEARD,
Rear Admiral, U.S.C.G.,
Chief, Office of Merchant
Marine Safetly.

¢
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Equipment Approved
by the Commandant

ELECTRICAL APPLIANCES

The following list supplements 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-
quently published lists and is for the
use of Coast Guard personnel in their
work of inspecing merchant vessels.
Other electrical items not contained
in this pamphlet and subsequent list-
ings may also be satisfactory for ma-
rine use, but should not be so con-
sidered until the item is examined
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 de-
tailed assembly drawing, including a
material list with finishes of each cor-
rosive part of each item,

[CGFR 52-19)
APPROVAL OF EQUIPMENT

By virtue of the authority vested in

me as Commandant, United States
Coast Guard, by Treasury Depart-
ment Order No. 120, dated July 31,
1950 (15 F. R. 6521) \and in compli-
ance with the authorities cited below,
the following approvals of equipment
are prescribed and shall be effective
for a period of five years fom date of
publication in the Federal Register
unless sooner canceled or suspended
by proper authority, except Approval
No. 160,008/501/0. which is further
limited to the duration of the Na-
tional Emergency and for six months
thereafter:

LIFE PRESERVERS, FIBROUS GLASS, ADULT
AND CHILD (JACKET TYPE)

Approval No. 160.005/7/0, Model 52,
adult fibrous glass life preserver,
U. 8. C. G, Specification Subpart
160.005 manufactured by Victory Ap-
parel Manufacturing Corp.,, 238-50
Passaic Street, Newark 4, N. J.

Approval No. 160.005/8/0, Model 56
child fibrous glass life preserver,
U. 8. C. G. Specification Subpart
160.005, manufactured by Victory Ap-
parel Manufacturing Corp., 238-50
Passaic Street, Newark 4, N, J.

(R. 8. 4405, 4417a, 4426, 4481, 4482, 4488,
4401, 4402, 35 Stat. 428, 40 Stat. 1544, 54
Stat. 164, 166, 346, and sec. 5 (e), 55 Stat.
244, as amended: 46 U. S. C. 375, 301a, 404,
474, 475, 481, 489, 400, 306, 367, 526e, 526p,
1333, 50 U. 5. C. 1275; 46 CFR 160.005)
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Mannfoacturer and deseription of equipment

Location apparstus may bo used

' Machin-
ery, 5
cargo, pen
I and decks

Pussen-
| ger und
| erew

quarters

| Pump
FisfIs
of tank

and puh-|
]|l:' SpPOCes

work
spaces

Tho Adalet Manufacturin

Benson Electrie Co,
Carpenter Clampin

TCahlv elamp, Quk:kan t;

Control Instrument Co,, Brooklyn, N. Y.: Salinity

Cutler-Hammer, Ine

Crouse-Hinds

slmm ;mwc-r mmptucla und pl

Cao,, Cleveland, Ohio: |
Ceiling light, w. £, wit nn;h.\ ml&etorr. 1 100w, lamp |
max., dwg. No. M ERA-0712 rev, B:

Cat, Nos, MERA-21712and MERA-8I1T12.___________. |
Cat. Nos. MERA-21712K and MERA-3ITI2K .. ....
I't'ndem light, w., t., with dome reflector, 1 100-w. lsmp
wi. No. "MAR-0IT12 rev. B:
f‘al Nos, MAR-21712, MAR-31712 and MAR-41T12..
{.lnlI Nos. MAR-21T12K, MAR-3I712K and M AR-

] - ™

I‘nndem Night, w, t., with angle refiector, 1 100°w, fammf
wi. No, MARA-01712 rey, B:

(‘ul|. Nos, \lﬂh\.—ﬂ;lz MARA-31712 and MARA-

- A e
Cat. Nos. MARA21212K, MARAZZK, and |
MABAAINIE. . . ... e re s bt s s an s |
Ce[tlnn light, w. L L, with shallow reflector, 1 100-w, lamp
o dwe. No. MED-01713 rev, B: |
t‘ul. Nos. .‘\iFD-’hlz and MED-31712 =
Cat. Nes. MED-21712K and MED-31712K .. |
Celling light, w. 1., with dome reflector, 1 100-w. Immv
mnx., dwg. No. MER-01712 rev. B:
Cat. Nos. MER-21T12 and MER-3IT12. ..o ciemeiaaaee
Cat. Nos, MER-21712K and MER-31712K.......
Ceiling light, w. t., with angle reflector, 1 100-w, lmml
max,, dwe, No, MERA-01712 rev. B!
Cat, Nos, MERA-21712 nnd MERA-31712.
Cat, Nos, MERA-21712K nnd MERA-31TI2K. . .
Pﬁnrlrml t, w. t., with shallow reflector; 1 150-w, lamp
wg. No. MAD-02714 rev, B:
f‘a.t Nos. MAD-27714, MAD-32714, and MAD—2714
Ca;;»;fr. M.&D—‘-’Z‘lll\.. MAD-32T4K, and MAD-
£
I’mdt'm 1ij hl 1., with dome m[l-tﬂnr 1 150w, l.nm|-
WE. \o ALAR-027H rev, B:
l"ul \ﬂ MAR-22714, MAR-32714, and MAB—G!"H L
Cu;:n!‘\;: MAR-2TMK, MAR-3Z4K, and MAR-
Celling Ilght. ith ahnllmr Nm-clar. 1 1500w, lm:u[- |
max,, dwg, No. MED=-02714, rov. B:
Cat, Nos, MED-22714, MED-32714, and MED-2714.
C’u!rlhﬁﬁ. MEDP-22THK, MED-IITMEK, and MED-

Ceiling light, w. t., with dome rnllmmr, 1150w, lamp
max. dwg. No. MER-2714, rev. B:

Cat. Nos. MER-22714, MER-32714, and MER—Z714.
C:t l}m. MER-2ZTMK, MER-IZTHK, and MER-
Pendent light, w. t., with shallow reflector, 1 200-w, lamp |

max., dwg. No. MAD-02710 rev. B:
Cat. Nos. MAD-22716, MAD-32716, and MAD—427106. .. |
(‘r‘nfn.;.ﬂa. MAD-ZHZIOK, MAD-I2716K, and MAD-

Andersen & MacKenzie, Now York, N. Y.: vl'i'rﬁ'e}'r.;'_n'n:,r

Hfeboat wineh disconnect switeh, 100 a., 250-w., 2-pole, 15
he ey 230 v, 0. eoor d. e, dwg, l'w. Thalt. 0.

upvrlnr. Wis.: Whistle l!g!ll (Girent’
Lakes vessels 011]5) w. b, 1 250-w, 1\0‘ 2-10 GIFL lump |
dwg. No. 2-3-20C rev. 10/18/51..
arpente 1l Dﬂiu's.nlm Any
ablo hanger bracket, type

Cable hanger, type H ﬂlgl

|
LIF }m m: alt.l
\ﬂ '.Im R sapnecis |

lufmuuli Ohlo. Scnmhiikhl.
buso. 1,000-w., 115 v., dwg. No,

“indi-
cator panel, types 55-1-1 and 55-1D-2, dwg. No, '.'3191 alt.

he Carlisle and Finch Co.
incandescent, 19", §
2378 alt. 0.

Cunningham Manufacturing €o., Seattle, Wash.: Whistle

nutomutio ropeat cvcl\elhlnmr dw‘\l\a. Hi4alt. 4
Milw
Master switch for use with lifeboat winches, Cat. Na.
BIS1E DO1-44, 230 v., . c. or 440 v, . c. max., dwg. No. |
BMS6-1273 rev. A (drain opening "and plug or valve to
be provided at Installation) .
lell ﬂ\llnh [nr usn with lifehmt n'imhu. control cirenit
fo v.,d. e, or ¢ a. e nmx. eat. No.
Il dug. No. Bs6-1313 m.' 5 n upm[n u.mJ
talu or valve to be provided ul lnl 1 G
Co., Syrucuse, N.
Shore power rmpumlu and plun. m ., 250 v., d. e., 2-pole,
Bewire, dwg, Nos. 5133-D and 7080-
» 200 ., 440 v 4. ¢., 3-wire, |

lyu wg_ Nog, A85i-Doand 7088=D ...
leetrie Tachometer Corp., Philadelphin, Pa.: Shaft
r{v&l&lﬂ;& Indicator, t}'pe s {wltb illum!lmliun'l dII |
No.

1 Girent Lakes vessels anly.

e

sy

LR

vessels

Dute of
action

121151
121175

12115
1211751
12113
12111351

1z

.| 12ayE

June

1211/51
1211751

12115
1210751

12118
12118

121181
1211451

1215
1211

1211751
1211751

46/52

3
124/
1352

1218751
1218751
410152

4/10/52

31352
313152

1214/51
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Location apparatus may be used

Muanufactarer and deseription of equipment

Federal Ente
Biren, m
dwg. No. 820611124 alt. 0
llu\nl mmlttlilxahuuplulunﬂnrwf WOwv, .u‘, max., dwg
0. 524
C. C. Gulbraith & Bon Eloctrio Corp,, New York, N, Y.:
Master switch for use with lifeboat winches, ;phmhprmr
440 v., max. (drain opening and plug or valve to be pro-
vided utim&ulhﬂm} dwg. No. MS=1alt, Ouueanee ..
el Corp., Ameshury, Mass.:
transmitter, wll.hsﬁgmcutmlrr. trpm 1 nml
11, dwg. No. 14-100 Alt, P
Bhnﬁnmdmrlimm. dw No, 4101 alt. 1 ..
Running light panel, aulumatu' S-cirenit- 115 v., 0. €., or

s Ing., C

. e, dwig. No, 40-086 ult, 3. .
Shaft speed indicator, lym B-bulkhead mounted, red il-
lumination, type P panel mounted, without Wuminue

R‘Il:;:i iy 2 \n‘ et ]lD! “ui t li I!S I
i lum- semi-nutomatic, ¥., 0 0., types
nfﬂme d“ \r" 2‘:1"ll T with dial il
a. o, Type it
mmtumun, type il w]ﬂm: dial iffumination, dwe. No.

10-1052-5
Ruddumﬂe I.rl.mmillor 115v,, 8. ¢., dwg. No, 10-1080-1

llnu-.\‘IcCunn Telephone Co., Brookiyn, N.
tion box, Li-circult, w. t., dwi. No. zui 0.
Lavell: Dressel Co., Ine., Arlluutnn .h Punmmnm bulk-
head fixtare, w. ., Cat. No. 4150, 1 max., Cat.
No. 4151, 1 150-w. Inn£ max., thg 1\n. M-5I52 nlt. 3.
m:l.mlte. n w.t grounding type, 15 1., 125 v
.\'o 1685 sing , Cat. No. 1087 tlmbl.f.i
nn k ':.:' sr:?lfu?n c'a'i‘ """ 950 MC; and an- |
nker D'. ; nnd an-
aal!lﬁh max., Cat. hu ¥70; dwg. No,
' I

I’.."flllnﬁllgm w : ]lm-w lnmumm., Cat. No. B4R, rlwz

nwf“ﬁﬁh -wire, 10 n., mv , Oat. \o :7‘0 dwe. No,
:-ﬁmuuuun. desk and table mounting, n, w. t., 250 v.,
#. €., max., dwp. No, Bl*ﬂtﬂﬂl Cul. ’\o& 881 and 882
, groundled, Cat. No.

R .llil.lll. w. L., 2wire, 3-
108,250 v, Iln 125 v, dlrg No, M-=Ho0alt. 3.
tacle, double, w. f., 2poie- 3-wire, grounded, Cat.
No. 3536, ll)n. 280 v, ‘mu 125v., dwz. No, M=Mdalt. 1.
Switeh and si nm:me!n.w L. E-polu J-wire grounded
rocepitacle; Cat, No, 3805 with T-palo switch; Cat. No,
m wit::l 2 pole switch; 10 a., v.. mux,; dwe. No.
Switeh nnd duuhle me:-mle w. b, ‘Ip-ola 1-wi.m.
g\um receplacle, Cat. No. 3508 with 1-pole switch, |
No, Mwiu:nmwﬂah Ios..mv max., dwg,
No, M-5471alt. 1.

ool S S L S S

Jwire
Cat. No. 3856 lrii.l: Pnle teh, 10 u.,
dwe, No. M-5472 alt, s
Switch and doublo """'l. mln. w nngln umu. 2.pole,
J-wire grounded, Cat, ! th 1- pole switeh, Cat.
No, 3850 with ﬂ!-]mlvswitch !Dn.. 250 v, max., ﬂ\ﬂ; No.
R.\l-ﬁii?.‘lnlr.mh 3 ...h : T A
S0e o m m e re
grounded, Cat. No. ﬁ!i.lﬂn..mv 2 a., 125 v., dwg.
No. \lﬁuﬁa]t | S i S e A S S
Reos wacle, double, t., angle type, 2pole, 3-wire,
grounded, Cnl.l\n mﬂ. Na,, 250 v., W a., 126 v, dwe.
No, M-5466 nlt,
Ru{uur.uele, slnxln

: Connee-

L., Zpale, 3-wire, grounded, Cat.
e auu. 10 8., .’mv 21“, 125 v, rwu No. M-5168
Maring I‘llm:lri.e Cum Brmltlyu.. N.Y.:
Engine order lt-lt‘gmph wrmm direction Indieator mm-l.
dwe. No. W_ D, A tl.oul
w hmlhume—oml:m

mrmmlmmr d‘l‘s “Nos.
B, C., 1M, 101, nml W03al. 0. e
E. “ Mink &_usochstﬂl. Ine,, Dayton, Ohlo:
AMirror light, n 2 40w, lamps max,, fisture No,
1 -504T, dwu \n Ml}"h A
M irfnr leht, 1. W. 1., 2 40-w. lamps max,, fxture No,
o050, dwg. No. 51 D515 re:
(‘l-[Hmz light, 1. w. L., 2 Adw. l:u:ups max,, fixture No.

fuarters|
and puly | work
lie spoces,  spaces

Passen+ Muauhin|
ier and |
orew

oy,
| eargo
and’

Open
decks
|

“hieago, Il
&‘ uplmturl-prwl. U-IB v, n.cord. e,

C-142, dwe. No, M83-A rev. 6. ...

O34, llwg No. .
Celling llsm oW L, 2 0w, inmm max., fivture No,
C-10444, dwe. No. u-l.‘l rov. 8. .
Cove Iight nw.t,?2 48" luoreseent lam

mmmdmn.
I'ltmlrln Jo. IN-3660, -]ua Nos. 516G 588 rov. \:uul 51067 |
rov

fixture No,
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Pump
rooms
of tank
viessels

Date of
action

1273/51
2252
12755
2/14/52
173152

B206/52

27/62
ez

£2ara2
325052
/a2

1/10/52
110452

4f3/52
2/1/52
2/25/52
A7/52
JI8/52
WIR/E2

$I8/62

ERL

3/18/52

WIR/52
31852
A/1Rf62
UL

127151
212/51

12451
12/4/51
12/18/51
12118/51
12/18/51

| IrN/A

BUOYANT CUSHIONS, EKAPOK, STANDARD

Note: Cushlons are approved [or use on
motorboats of classes A, 1, or 2, not carry-
ing passengers for hire.

Approval No. 160.007/115,/0, Stand-
ard kapok buoyant cushion, U, 8. C, G.
Specification Subpart 160.007, manu-
factured by Restwell Mattress Co.,
234 West Kellogg Boulevard, St. Paul
2, Minn.

Approval No. 160.007/116/0, Stand-
ard kapok buoyant cushion, U. S.
C. G. Specification Subpart 160.007,
manufactured by The American Pad
& Textile Co., Greenfield, Ohio, for
Wood-Stream Outdoor Products, 200
East Ohio Street, Pittsburgh 12, Pa.
(R. S. 4405, 4491, 54 Stat. 164, 166, as
amended; 46 U. 8. C. 375, 489, 5206e, 526p;
46 CFR 25.4-1, 160.007)

BUOYANT CUSHIONS, NON=-STANDARD

NotE: Cushlons are approved for use on
motorboats of classes A, 1, or 2, not carry-
Ing passengers for hire.

Approval No. 160.008/501,/0, 15" x
15’" x 2'* rectangular buoyant cush-
ion, 24-o0z. Typha (processed cattail
floss), dwg. dated January 21, 1952,
manufactured by The Safegard Corp.,
Box 66, Station B, Cincinnati, Ohio.

Note: Approved for the duration of the
National Emergency and for six months

thereafter or 6 years, whichever occurs
first.

Approval No. 160.008/506/0, 14" x
18’" x 2’" rectangular buoyant cush-
fon, 22-0z. kapok, American Pad &
Textile Co. dwg. No. B-66 dated Janu-
ary 23, 1942, revised March 6, 1946,
manufactured by The American Pad
& Textile Co., Greenfield, Ohio. for
Wood-Stream Outdoor Products, 200
East Ohio Street, Pittsburgh 12, Pa.

Approval No. 160.008/507,0, 15" x
16" x 2'' rectangular buoyant cush-

(R. S. 4405, 4491, 54 Stat. 164, 166, as
fon, 21-o0z. kapok, dwg. No. 2-14-52,
manufactured by Atlantic-Pacific
Manufacturing Corp., 124 Atlantic
Avenue, Brooklyn 2, N. Y.

amended; 46 U. S. C. 375, 460, 52Ce, 526p;
46 CFR 25.4-1, 160.008)

BUOYS, LIFE RING, CORK OR BALSA WOOD

Approval No. 160.009,39/0, 30-inch
balsa wood ring life buoy, dwg. No.
501, dated December 1, 1951, manu-
factured by Kamor Manufacturing
Corp., 426 Great East Neck Road, West
Babylon, N. Y.

(R. 8. 4405, 4417a, 4426, 4482, 4488, 4491,
sec. 11, 35 Stat. 428, 49 Stat, 1544, 54 Stat.
1684, 166, 346, and sec. 5 (e), 556 Stat. 244,
as amended; 46 U. S. C. 367, 375, 301a, 396,
404, 475, 481, 489, 526e, 526p, 1333, 50
U. 8. C. 1275; 46 CFR 254-1, 33.01-5,
83.40-1, 59.56, 60.49, 7553, 0453, 113486,
160.009)
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Passen- ]
gor and

Muanufaeturer amd deseription of equipment

E. W. Mink & Associates, Ine,, Dayton, Ohio-—-Con.
Wall fixture No. B-5677, 1, w. 1, 4 00-w, uned | 40w,
tumiline lamps, dwe. No, S2G8 v 0o o .
Muarine Moisture Control Co,, Long IBBland Chty, N, Y.
Ciear ease dehydrator, condonsing (ype, Model 5, dwe
[V e g DO G T = g I
Murlin Manufacturing Co,, Philedelphia, Pa.:
Golley range light, w. 1, 3 (-w, lamps max,, dwg, No. |
] R e e e i PR b -es|
Berth lights, 1. w. ., 1 40-w, lamps max., dwg, No.
IOSMIBIBA B o e e e crsaasees
Galley range Hght, w, 1, 9 60w, lamps max,, 1]\-\‘2. N,
152l 0. e
flilillﬁlil.ll.!.v- 1., 260w, lummmua..lms No, S86-28lt, |
Ceiling light, type H. 0wt VAw, famps max., dwg. No.
IS0alt. 0 . PRI S I Y, P g
"-lrlgili:]m ¥l H . u l.hl‘ntl w. lnmps may., dwg. No,

1-.11115“}3:1:-: ligm Wi, m-“ lm11|:-= max,, dwg. No.

7] | F

Plezo Manufacturing Co, New ‘n:rL N Y. Limnit switeh
for nse with lifebost um-.lu‘q mmrn! :Irca.ljl type, 2-pole,
type MLS, 600 v,, max,, dwie, No. P8I all. € (drain
npine il pl:w o yelve to be pdded ar instudlation) .

Pilot Mmine Corp,, New York, N, Y.: Sslinity indicator
panel, F-oell, type ) 51, dwg, No. I\I—WI Tov. i) . ‘

Raytheon \[nnulmluriu;: Co., Weltham, Miss.: Kader-
range electronic cooking oven, Madel 1150, dwe, No,
C-54-024-00-0 rov, 2.

Raymond Rosen Enginee rine I nnlums. ]m- l'hilm!vl]llml
Pa.: Running light indicator panel, nrrimut 115 v., 1. e
dwg. No, 0-0531 alt. 1. P

Russell & Stall Co,, [ne,, Now York, N, Y.
Roeceptael |I'J_11l1' Lwire, 10 B, 125 v, C ut. \o 152, dwg.

No, B-8327 alf, 0
Ihw:ltutlv .l:‘h"!' Fwire, 10 0., 125v,, Cut, N

. 145, dwu.

I'rnr'mmr'; lilvhnul “wineh dL‘l‘!Jlllll'l‘l switeh; Caf, No.
X-S120-7, Z-pole, 115 v, o ¢, 12 B pag Oat, No. X-
s120-B, Z-pole, 115y, d, 1"1211 P M0y, doe, B hops
Cat, No, X-8120-C, Bpoley 220'v,, ', ¢, 32 h. p., 240 v.,
. e, @ h E!.. 440 v, W e, 65 h. op, ﬂlll Ty
it 0., 89 he po; dwg. No, X-8I20 o1t 4 (drain n[mmnunml [
plue or valve to b added ot installation) .. ....... |

The Simes Company, College Point, N, Y.

Table lunp, type G, 0w, L, dwi, No, 4408 alt, | |

Floor lamp, ln«'r o w. t, ltm.' No, 440 nlt. 1. .

Dusk light, 'r A, mowo By 1100w lump mas,, dwg.
o, 4440 ch

Desk light, l\]w [i JI w.
No, 4407 chg, 2 :

Tuhle 1u111||' n.w, |.d\‘n No. -uwsrn ;.'?i.r l K

"-[)u'r\ I-)msu:]u- [ﬂl‘l}]llul}, Cireat Neck, Long I-a!:.m(i,
¢ Gyroepilot with hydruulic power unit, typieal

m 1ll1)1ml|, dwg, No. 677323 rev O steering stand  head |

Nuo, 8715, stund No. 668716-1, lhllml No. 670050 qid

hrncket \n GradT; hydrualie power anit No, S11083;

maetors Nos, (74004, 674083, 674005, und 674002; controllers

Nos, TIA0, TIHGOT, G771, and .I'i.*aﬂ o

Welin Davit & Boat, Div iziull of O m:lmultu! a u|||ur &
Steel Industries, Iun Perth Amboy, N.1.:

Limit switelt for use with lifeboat u!mlm, control eireuit
1ype, Type AL-80V, 2-pole, 650 v, max., Abell Elevator
¢ WE. No. Li.sh" rev. ’ (elrain ope nlﬂgund plug or

b prowvided at installntion). . .. =
lifebout wineh disconmeet switeh, 100 w;
c2-pole, 12be b, p, 125y e, 25 b 30 v 4l, 0,
3, :lv;mlu.mll. P, lﬂl\‘..‘f—;u.h 0 b ., 2087200 v,
N, SR g, SSO/6000 v :l—p h.: 4|u1¢ No. $245-28
llllh-cl. .’nﬂi 53 ...... = = P

, " 100w Iump m:l!. II“‘F |

e

1 ‘“'\]Ihltl(l ﬁu
lo; 20 h.
) T

L 100 G, 00
3., 120 v, 3-p. bt
MO v, 3-p,

5 || zﬁt: Vo 1l f2isth—enst iron enelosure;
-—:’mmu enst bronee nelosure; dwg, No, 30-A-2843
1 2

Muster switeh for use with lileboat winches, Type HID
with star wheel handle, 2unit type, dwg. N, 26-D-5017

I"]'u-ud-l-iizhl. W, t.,
S-2512—parcelain steel
SK-

sub.1 .
Wheelvr Reflector Co., Boston, Mass.:
1 200w, lnmp max,, Cat, No,
homsing, No. 5-2512-B—brass Imuninz dwg. No.
At alt. 3 .

crew

tjuarters
und pub-
lie spaees

Locatjon appamtus may e nsed

| Pump
Upen roams
decks | of tank
vessels
| |
|
|
LI

Dite of
action

dr2i52

21152

12/5/51
LAV

1/1%/52
1852

2/14/5%
/52
22552

2/13/52

1952

21452/

Rl R

1212051

2R

| 127751
12/14/51

12/14/51 |
12114751/

AiTfaz

—| S/l/52

ariae

An
| |

2/N/52:

1152

I#'s good to be lucky—Better to be safe
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‘WINCHES, LIFEBOAT

Approval No. 160,015/27/1, Type
B17:N lifeboat winch. Approval is
limited to mechanical components
and for a maximum working load of
17,200 pounds pull at the drums (8,600
pounds per fall), identified by general
arrangement dwg. No. 2114-N dated
December 1, 1941, and revised August
29, 1951, manufactured by Welin Davit
and Boat Division of Continental Cop-
per & Steel Industries, Inc., Perth
Amboy, N, J. (Supersedes Approval
No. 160.015/27/0, published in the
Federal Register, July 31, 1947.)

(R. 5. 4405, 2417a, 4426, 4488, 4401, 49 Stat.
1544, 54 Stat. 346, and sec. 5 (e), 55 Stat.
244, as amended; 46 U. S, C. 367, 375, 391a,
404, 431, 489, 1333, 50 U. 8, C. 1275; 46 CFR
83.10-5, 59.3a, 60.21, 76.15a, 04.14a, 160.015)

DAVITS, LIFEBOATS

Approval No. 160.032,/121/0. alumi-
num gravity davit, Type G165A, ap-
proved for maximum working load of
33,000 pounds per set (16,500 pounds
per arm ), using 2 part falls, identified
by arrangement dwg. No. 3324-6, re-
vised May 11, 1951, manufactured by
Welin Davit and Boat Division of Con-
tinental Copper & Steel Industries,
Inc., Perth Amboy, N. J.

(R. B. 4405, 4417a, 4426, 4488, 4491, 40 Stat,
1544, 54 Stat. 340, and sec. 5 (e), 55 Stat,
244, as amended; 46 U. 8. C. 267, 375, 391a.

404, 481. 469, 1333, 50 U. 8. C. 1275; 46
CFR 160.021)

LiFEBOATS

Approval No. 160.035/271/0, 22.0° x
6.75" x 2.92’ steel, oar-propelled life-
boat, 25-person capacity, identified by
construction and arrangement dwe.
No. 22-1B dated October 16, 1950, and
revised January 24, 1952, manufac-
tured by Marine Safety Equipment
Corp., Point Pleasant, N. J.

Approval No. 160.035/284/0, 16.0" x

5.5" x 2.38° aluminum, oar-propelled
lifeboat, 12-person capacity, identi-
fied by construction and arrangement
dwg. No. 16-3, dated October 17, 1951,
and reviced February 4, 1952, manu-
factured by Marine Safety Equipment
Corp., Point Pleasant, N. J.
(R. S. 4405, 4417a, 4436, 4481, 4488, 4491,
4402, 35 Stat. 428, 49 Stat. 1544, 54 Stat.
346, and sec. b (e), 55 Stat. 244, as
amended; 46 U. 5. C. 367, 375, 391a, 396,
404, 474, 481, 489, 400, 1333, 50 U. S. C.
1275; 46 CFR 33.01-5, 59.13, 76.16, 04.15,
113.10, 160.035)

LINE-THROWING APPLIANCE, IMPULSE-
PROJECTED ROCKET TYPE

Approval No, 160040/1/1, Kilgore
Towline Rocket Appliance Model GR
52 CK, impulse-projected rocket type
line-throwing appliance, rocket as-
sembly dwg. No. KM 1901 dated No-
vember 28, 1949, Rev. No. 3 dated
September 15. 1950, buoyant rocket
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assembly dwg. No. KM 1906 dated
April 10, 1950, Rev. No. 1 dated Sep-
tember 15, 1850, Cartridge assembly
dwg. No. FXC-201 dated August 17,
1951, revision No. 1 dated Feb-
ruary 14, 1952, appliance assembly
dwg. No. KM 1911 dated November 28,
1949, Rev, No. 1 dated March 10, 1950,
manufactured by Kilgore, Inc., Inter-
national Flare-Signal Division, Wes-
terville, Ohio. (Supersedes Approval
No. 160.040/1,0 published in the Fed-
eral Register dated November 11,
1950.)

(R. 8. 4405, 4417a, 4426, 4481, 4488, 4401,
sec. 11, 35 Stat. 428, 49 Stat. 1544, 54 Stat,
346, and sec. 5 (e), 55 Stat, 244, as
amended; 46 U. 8. C. 367, 375, 301a, 3986,
404, 474, 475, 481, 480, 1333, 50 U. S. C.
1275; 46 CFR 160.040)

LIGHTS (WATER) . ELECTRIC, FLOATING,

AUTOMATIC

Approval No. 161.001,6,/0, automatic

floating electric water light (with
bracket for mounting’, identified by
dwg. No. 607, Alt, 1, manufactured by
Pomill Manufacturing Corp., 17 Bat-
tery Place, New York, N. Y.
(R. S. 4405, 4417a, 4426, 4488, 4491, 49 Stat.
1544, 54 Stut. 346, and sec. 5 (e), 55 Stat.
244, ns nmended; 46 U. 8. C. 387, 404, 481,
1333, 50 U. S. C. 1275; 46 CFR 161.001)

Dated: March 27, 1852.

IsEAL] A. C. REcHMOND,
Rear Adm'ral, U. 8., Coast Guard,
Acting Commandant.

|F. R, Doec. 52-3800; Filed, Apr, 2, 1952;
B:51 a. m., 17 F. R. 2808—4/3/52.|

AFFIDAVITS

The following affidavits were ac-
cepted during the period from March
15 to April 15, 1952:

Gulf Foundry and Machine Co.,
lluohlle. Ala., Flanges, valves, and cast-
ngs,

Penn Brass & Copper Co.. Erie,
Penn.: Tubing (nonferrous).

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 March 15 to April 15,
1952, is as follows:

H.Greenberg's Sons, 765 Folsom St.,,
San Francisco, Calif.; Heat Nos. 165
and 166.

H. B. Sherman Manufacturing Co.,
Battle Creek. Mich.: Heat Nos. 764
and 765,
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Merchant Marine Personnel Statistics

MERCHANT MARINE OFFICER
LICENSES ISSUED

February 1952

DECK
tirade Original | Renewnl
Muaster:
Ocoan......... s in 142
Coostwlme. .o. e riangane 3 i
Great Lukes . " | 52
Buys, sounds and lakes 4 M
Rivors. 1 37
Radlo oflicer Neenses ssued . ki T
Chiel mate:
Oeean L 44
Constwisc 1 ]
Mauate:
Gireat Lokes . __ ...
Bays, sounds and lakes 4 5
Rivers. EA 7 ]
Sevonil mate:
Devan v 53
Coustwise
Third muate;
Oeean e 1} 4R
Constwise e .
Pilots:
Gireal Lakes [A L] 1%
Bays, sounds and lakes (] 156
Rivers ] s
Master: Uninspocted vessels ] ]
Mate: Uninspected vessels |
Total.... = 5 12
Grand totul 1, 340
ENGINEER
Grude Orlglnal | Henwwul
STEAM
Chief engineer
Unlimited e 3 .1t
Limited . i a3 178
First nsslstant engineer:
Unilimdtand . AT 52 s
Limited .. : | a2 H
Second assistant o umm
Unlimited. ..o 72 | 105
Linited 3 T .1
Third nssistant rlluitm-r I
Unlimduod . =3 nuy EoS
Limited AR = 1] 5
MOTOR
Chiel engloeer:
Unlimited. ] 5
Limited = = 14 82
First assistant |‘ngir:n"r
Unlimited. . eeeees ] 154
Limitad =, 3 2
Socond ussistant v Ilhitim r:
Unlimited . i 12
Limited 2 a
Third nssistant o !)pilw\ T
U nlimited . 5 Y]
Limited st
Chiel engineer: Uninspécted
vessls . i 3
Assistant  engineor:  Unin- |
spected vessels, 1]
Total Evas ﬂﬂ- | 2
firand totul 1 iR

INVESTIGATING UNITS

Coast Guard Merchant Marine In-
vestigating Units and Merchant Ma-
rine Details investigated a total of

ORIGINAL SEAMEN'S DOCU-
MENTS ISSUED

February 1952

[T

Twpwe of document

Abtlnntle
Macific coast

Ciull ponst

Teolul

Stafl offeer . N 8 3 3 W
Continuous dischurge

hook [ i
Merchant mariner’s

documents ZoINE BSG1L010 420 4, 300
AR any  walers, un-

lirmited s W 7w s
AB any waters, 12

ot hs [LUM LU L 1
AR Great Lakes, 18

months . 2 3 5 W
AB tugs and towhoats,

A“llrln‘ ey | 5 1 ] g

AB bayx and soumids ' .

A sengoing barges
Lifeboatmun - 1 0 1N v 225
ti M.E.DID .. 3 .'lh 12 .li FLU
Ralio opwemtors . 1 1
Cortileite of servies '.'.u'kl u.HI llll W64 004
Tunkerman 2 L] ¥ T2

P12 months, vessels 300 groes fons or under, not
CArTying prassengers

NOTE,~The last 11 categories inlicate number of
endorsements made on Uoited  States merchant
miariner’s doruments,

WAIVER OF MANNING

REQUIREMENTS
o o |-
E Sxingl _
Waivers = oH |2 =
= 28 =3 2
- = = =

Deck  oflficers substituted

for higher mtings 13 O | T
Engineer officers  substi- )

tuted for bigher ratings 5 3 5 65
0.8 for AB 67 85 10 [
Wipwr or mulmmrs for

QME D cinaaee 28 30 14
Total walvers. ... ........ !II: I a2 e
Number of vessels.._____| as lcll_T.';-_.'-i_l_l

Note~In  addition, individual walvers wene
granted fo permit the employment of 70 able sea-
men holding certificates for “any walers--12 months™"
tl: oxovss of the 25 |n reent authorized by statute.

731 cases during the month of Feb-
ruary 1952, From this number, hear-
ings before examiners resulted in-
volving 18 officers and 106 unlicensed
men. In the case of officers, no li-
cense was revoked, 8 were suspended
without probation, 6 were suspended
with probation granted, 2 licenses
were voluntarily surrendered, 1 was
dismissed after hearing, and 1 hear-
ing was closed with an admonition,
Of the unlicensed personnel 18 cer-
tificates were revoked, 22 were sus-
pended without probation, 32 were
suspended with probation granted, 13
were voluntarily surrendered, 4 hear-
ings were closed with admonitions
and 14 cases were dismissed after
hearing.
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FROM Us p s. TEN COMMANDMENTS

YOU MUST: Never overload your boat

At all times be especiolly careful
about nonswimmers and children.

YOU MUST: Corry life preservers for
every person aboord. Be sure they
are worn on deck in rough weather.

YOU MUST: Always be courteous, careful
and competent. Watch your wosh, slow
down 1o 4mph in harbors.Avoid swim areos

h‘-.‘- - 5

s

KEEP AWAY: from large vessels. They are
not as haneuverable as smaller craft.

= Lﬁ
‘- KEEPAWAY from sailboats - smaller ones
may be swamped by wash from a power boaf.

~-and larger sailing yochts

do not have the maneuverubiliry
of a power boat.

YOU MUST: Never make a turn at high
speed. Small craft can easily be and

have been swamped by their own wash.

General Safety Committee -
UNITED STATES POWER SQUADRONS




