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That accidents happen only to the "other fellow"? A lot of fellows thought 
so until they got hurt. By following safe practices and being alert a man can 
protect himself but no one is immune to injuries if he takes chances. Be 
careful-the 11fe you save may be your own. 

That when "your number is up" you will get hurt and until it's up you won't 
get hurt regardless of what you do? If we rea,lJy bel!eved in fatalism. we would 
eliminate all safety devices. We would go to sea without life boats. life jackets, 
firehoses. whistles, running lights, rules of the road, lighthouses, boiler inspec
tions. lookouts, and countles~ other accident prevention devices, practices and 
rules. How many men would trust their "number" without these ? Is the 
wearing of a pair of goggles. the proper use of a knife, or the proper lighting 
off of a boiler any different? 

That because of t he "law of averages" a certain number of seamen are 
bound to get hurt despite reasonable precautions? It is true that perhaps one 
or two percent of all accidents are unpreventable and may be considered 
matters of chance. It ls also true that the seriousness of an iujw·y which may 
result from any accident is a matter of chance. However, there is no denying 
the fact that the use of safety belts when working aloft will remove the chance 
of falling to the deck just as surely as using a two-headed coin will change the 
odds in matching pennies. 

That accidents are the natural price paid for progress? Before there were 
automatic electric pumps with V-belt drives no one lost fingers in them, but 
the machine does not go out of its way t o hurt us. We fail to put back guards, 
to shut off the power, or to use on1Y the flat of our hands in turning It over. 
We can hardly blame the machine for our own failure to observe necessary 
precautions in using it. _ 

That safety is sissy? That men took great risks in going to sea in the old 
days, so it is unseamanlike to take sensible precautions now? It is true that 
men did then and do now have to take necessary risks for the safety of their 
ship and of their shipmates, but there is a great difference between courage 
and foolishness. 

;I'hat accidents are acts of God and t her efore unpreventable? While a few 
natural phenomena such as a bolt of ligh tning or a tremendous storm are 
entire1Y beyond man's control, it is extremely difficult to see how tripping over 
dunnage scattered on deck, falll.ng from a ladder which is unsecured and slides 
when the ship rolls, getting a chip of rust i.n the eye while scaling without 
goggles, or being hit on the head by e. block which falls from an unmoused 
shackle can be considered either unpreventable or an act of God. 

No, THE GREAT :MAJORITY OF ALL ACCIDENTS CAN .BE PREVENTED. It takes effort 
and thought on the part of every man from top to bottom . Let's think of, 
the 98 percent preventable accidents and not too much about those one or two 
cases in nearly every man's experience when luck, fate, or whatever you want 
to call it, seemed the only explanation. 
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THE FARMER'S ROLL 
(A List of Prospective New Memb~rs) 

~ a recent issue of the PROCEEDINGS 
""i""::e Lighter Side, July 1952>, the 
F~'"lller Roll" was inaugurated, and 

:!":e qualifications of a few charter 
:::: .. mbers were mentioned. Using 
:?':ose qualifications as a guide, we 
'!::3Te drawn up a list of prospective 
~ members whose membership is 
c::::nitional upan continued foolish. 
s::cidents on board ship. It should 
be readily apparent that, because of 
~ one error, a seaman cannot be
C""..:De a "life member," since dead sea
::a:n make poor farmers. So, then, 
_:: the basis of becoming temporary 
3:'others of the Order, we would like 
~ charter members to pass on the 

..:alifications of the following candi
c.:.res. 

First <and always) there are those 
w !'.lo claim flying as the field wherein 
~eir talents lie-though making 

P3f that it isn't while in flight that 
-:..:.ey qualify, but in the landing. 

. .:...n oiler stepped on the bilge pump 
-- -:each the starter button, ostensibly 
- hold the bilge pump down in case 
- entertained ideas of moving vio-
~-Jy about as the electricity reached 

_.z windings. When the oiler stepped 
::::u:k, he stepped into an opening and 
'r:!nt through, striking his back on the 
• _ge of a floor plate. 

-:be sustained flight of a deck engl
~ was considerably longer. He 
..:nped from the winch platform ont-0 

• . ~ hatch, presumably to save him
_: the time necessary to use the lad

- -: . Only the hatch boards were not 
place, and a surprised deck engi

- "-"er picked himself up from the 
-een deck. 

Of course, a successful and g1·aceful 
~ technique would in most cases 

- the contestant for the Farmer 
- .:::I from membership_ With this in 
- ""d, several variations of the fall 
.:.r.~e been discovered which satisfac

:zy eliminate this possibility. 
7be Left-Hand Grab : As the Chief 

c.~ turned to pick up the cutlet pan, 
::.;ch was on the table opposite the 
-=:ge, he slipped on some grease on 

... deck and lost his balance. 
_ckly reaching out with his left 
- , he latched onto the galley 
.::.se. thereby saving hilmself from 

. Burned his hand though. 
':11e Left-Foot Squeeze: The Deck 

tenance awoke in his upper bunk 
- with a yawn and a stretch, 

-necI to descend to the deck. On 
.: way down, his left foot got mixed 
between the pipe guard and mat

of the lower bunk; he lost his 
and fell, doing some damage to 

:ouple of toes. 

Coarning in the Gloaming: The 
Messman, concentrating on carrying 
a garbage can outside to the main 
deck, tripped over the coaming of the 
wheather door. A catsup bottle fell 
from the can, shattering on deck. 
The falling messman landed on it, 
sustaining several deep cuts. 

Here, it is conceded that, when 
falling, there is no direction to take 
but down, whether the way Is paved 
with broken cat.sup bottles or not. 
The messman qualified for the 
Farmer Roll by carrying t.he garbage 
can like a babe in arms inst.ead of 
setting the relatively heavy object 
over the coaming first, then following 
with caution. 

In a Hurry, Matey: In several lines 
of endeavor, haste is of the essence. 
But, take the case of this pump man. 
On his way to the head the pump man, 
In attempting to negotiate the inter
vening ladder with dispatch, slipped, 
and, in the course of his decent, struck 
his back a severe blow. 

So much for falls. We also have a 
few reports to present on rather novel 
methods of self-inflicted bodily harm 
which will give the farmer-sailor some 
Ideas on how he can compete for a 
position on our exclusive list . 

An electrician we know of remains 
unchallenged for top honors. The 
discharging of cargo had been going 
on for some time when its was noticed 
that rain was approaching. The 
hatches were ordered covered to pro
tect the cargo in the holds. A winch
man swung one of the pontoons 
wildly, and it came up against a 
winch, knocking a hole In the casing, 
following which the winch developed 
a clattering noise. The electrician 
figured that perhaps the gears were 
fouled in some manner, and, to sub
stantiate his belief, he put his finger 
through the hole to determine if the 
gears were clear. The electrician 
withdrew most of his finger, satis
fied with the knowledge that if the 
gears were clear before his unusual 
Inspection, they certainly were not so 
now, having been fouled with a piece 
of finger. 

To say the least, parts of index 
fingers can be found in the darndest 
places. Note! The second Cook was 
assisting the Cook in preparing the 
evening meal. As the Cook was cut
ting off strips of bacon, the second 
Cook was chopping the strips into 
slivers to enhance the flavor of the 
string beans. So Intent was he in his 
task, in went the tip of his finger be
fore he realized what he was doing. 

A deck maintenance used his fingers 
t.o line up the shackle on the topping 
lift. block to the eye on the king post. 
The heavy block slipped and a pair of 
fingers found their way to the main 
deck minus the owner. 

An 0. S., dramatizing the antipathy 
of mariners toward fingers in general 
slammed the door of his quart.ers on 
one of his fingers, placing that ordi
narily useful extremit.y out of com
mission. 

Naturally, competition for our du
bious distinction is not limited to lost 
digits. There arc other means of 
qualifying_ 

Culinary Department: A steward 
was cooking soup in a double boiler 
when It exploded, showering him with 
hot soup and water. If you have 
sometimes wondered what the cook 
was feeding you ; this may at first 
glance be the answer. But nope, 
t'weren't dynamite juice! What ac
tually happened was that the top 
sect.ion of the double boiler did not 
belong with the bottom. A tight seal 
was made by the unmatched ~ectlons 
which did not allow the steam to 
escape. 

Goodby Cruel World Department. 
<Or, Sometimes You Just Can't. Do 
Anything Right..> The man made a 
hangman's noose out of 12-thread 
Manila rope, then ran the rope 
through a light fixture overhead in 
his forecastle and through a towel 
rack on the bulkhead. He held the 
rope with both hands and gave it a 
jerk. Found shortly thereafter, he 
was suffering from the effects of a 
fractured skull where his head struck 
the deck. 

So, ends the list of latest candidates 
for the Farmer Roll. 

Actually, the injuries suffered by 
these careless seafarers constitute no 
laughing matter. The foolish acci
dents are presented in this ridiculous 
manner for the benefit of others in 
an effort to impress on accident-prone 
mariners the importance of constant 
vigilance in insuring their personal 
safety and well-being. 

Remember, foolish accidents are 
not limited to those resulting in per
sonnel injuries. One example: A 
tank vessel grounded at night in a. 
channel marked only with unlighted 
aids to navigation. It appeared that 
the master, alone on the bridge, was 
piloting, steering the vessel, manipu
lating the engine room telegraph, and 
manning the searchlight simultane
ously when the vessel sheered. This 
caused someone to remark later, "I t's 
a wonder he didn't work out a couple 
of star sights while he was at it." 
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GENERAL COMMENTS ON 
OIL POLLUTION 

Oil pollution of coastal areas is a 
serious problem. Discussions reach
ing to international · 1evels have been 
held concerning this subject. Various 
governments have formulated regu
lations and placed laws in effect de
signed to lessen and control the pollu
tion of their coastal areas and har
bors, and the subject o! pollution of 
sea water has been brought before a 
committee of the United Nations for 
their consideration. 

The abatement of pollution, like 
charity, begins at home. If there 
does not exist an appreciation of the 
ill effects of pollution and a spirit of 
cooperation as to its abatement on 
the part of vessels and water front, 
industries, then regulation and super
vision will not provide the answer for 
cleaner coasts and waterways. The 
effects of pollution are serious: indus
try suffers: water supplies are im
paired; wildlife is destroyed; beach
front and recreational areas are 
jeopardized; and public relations be
come stmined. 

It cannot be too strongly stressed 
that the real approach to actual 
abaLement of pollution attributed to 
ship operations is the cooperation in 
preventive measures and the eternal 
vigilance of those who man and oper
ate the ships. 

HEAVING LINES 
Have you ever ducked to avoid the 

monkey fist of a heaving line? Some 
men have failed to duck and have 
been seriously injured. 

Have you cursed when a well
thrown heaving line hit the side of a 
warehouse and bounced back into the 
water just when you wanted to get 
the lines ashore in a hurry? 

Have you watched the tug of war 
between the man on the heaving line 
and a vessel drifting away from the 
dock before mooring lines were free 
running? 

The simple h eaving line has been 
the cause of accidents as a result of 
two factors: <a> a lethal monkey fist, 
and (b) too short a length of line. 

A monkey fist is commonly made up 
around a piece of lead, putty, or heavy 
metal. A much safer heaving line can 
be obtained by substituting a small 
sandbag for the monkey fist. The 
sandbag should be made of canvas 
and filled to not over three-fourths 
of the capacity of the bag with loose 
sand. Such a monkey fist will carry 
the line as well as the lead-filled l'OPe 
covered type, but should it hit a per
son the damage is, in comparison, 
negligible. A secondary result of this 
loosely filled sandbag is that it does 
not bounce or roll. Thus incidents of 
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monkey fists bouncing off shore ob
stacles Into the water are greatly re
duced. Because of the increased fric 
tion of the ft.at bag, the weight of the 
heaving line between the ship and the 
dock is less likely to pull the line Into 
the watel' before a line handler can 
retrieve it. 

The length of a heaving line should 
be such that a good man cannot 
throw out, the entire length. Ten to 
twenty feet of line should remain 
after the best possible heave to allow 
for the drift of the vessel prior to 
the time the handlers and shipboard 
deck crew actually get mooring lines 
moving toward the dock. 

PILOT LADDERS 
Taking on or dropping a pilot Is 

often such a routine function that It 
is susceptible to being done in a per
functory manner. Yet. whenever 
anything is done in a perfunctory 
manner, there is always a strong dan
ger of carelessness. When pel'form
ing routine chores, the men under
standably tend to go about their busi
ness mechanically. On the other 
hand, the officers. perhaps feeling se
cure in routine, tend to do a mini
mum of supervision. The combined 
tendencies consequently and fre 
quently end in some omission which 
could have prevented a casualty if 
the chore were not treated as routine. 

The following points should always 
be borne-In mind when preparing for 
the pilot's aniva.l or departure: 

U> Have a pilot ladder <fitted 
with spreaders as necessary), a boat 
rope, and a heaving line ready. 

(2) When the ladder is being put, 
over take care to see that some part 
of it is fast to the ship, for it may 
dip into the se~ and be pulled out 
of the men's hands. It should not 
be secured to the rail, as most rails 
are relatively weak. 

(3) The area about the ladder 
should be free of wet paint, and the 
lines and equipment should be free 
of oil and grease. 

(4) Locate the ladder low enough 
to reach a small boat after the bow 
wave has subsided. 

<5) In adverse weather, keep the 
ladder dry and free of ice to prevent 
slipperiness. 

(6) At night, provide adequate 
lighting about the ladder. 

(7) Either unship the rail at the 
ladder or provide a short stepladder 
for the pilot as he comes over the 
bulwarks. 

<8> An officer should g1·eet the 
pilot as he boards the vessel and show 
him to the bridge. This officer should 
carry a flashlight at night to provide 
adequate lighting en route the bridge. 
When the pilot is leaving, this pro
cedure should be followed in reverse. 

PENNY-WISE-DOLLAR
FOOLISH 

We are all familiar with the old 
story of the railroad employee at a 
small station who was stationmaster, 
passenger agent, baggageman. gen
eral maintenance man, and also fed 
the station cat. He had the appro
Pl'iate caps for each job, and no doubt 
he was a valuable employee, though 
his efficiency in all lines might be 
questionable. 

Similarly In the old days of sajl. it 
was customary !or the mate on watch, 
in addition to his duties as watch offi
cer, to sew canvas or otherwise lend 
a hand in the work on deck. Then, 
in Lhe change over to vessels propelled 
by power, with their greater speed and 
the ever-increasing complexity of 
navigation and piloting, it became 
necessary that the mate on watch 
devote his complete and undivided 
attention to the navigating and pilot
ing of the vessel. 

So, today, it is both surprising and 
yet appa1·ently the practice on some 
small vessels for the mate or master 
to relieve the men from their watch 
duties so they can work on deck. This 
pracWce can lead to a ship going 
aground or into a collision resulting 
In the loss of life and damage to the 
vessel, which in turn may be the basis 
for charges leading to !'evocation or 
suspension of a license. 

A recent grounding of a tankship 
illustrates the folly of working short
handed and trying to do too many 
things at the same time. 

It was a dark night with light rain 
and fair visibility. The vessel had 
passed through the breakwater and 
was proceeding in the channel toward 
the inner harbor when she grounded 
about 100 feet outside the channel. 
This particular channel was marked 
only by unlighted buoys. The subse
quent Investigation disclosed that the 
mate had relieved the helmsman so 
as to allow him to get the lines ready; 
and, that the mate, in turn, was re
lieved by the master, just previous to 
arrival at the breakwater entrance 
for the same purpose. 

The master in trying Lo steer the 
vessel, operate the engine room, tele
graphs, and, at the same time, operate 
the searchlight in an endeavor to pick 
up the unlighted buoys, neglected his 
duties as a pilot. The results: Vessel 
aground; leaking oil creating fire baz
al'd in harbor; a large repair bill; 
vessel time lost for several weeks 
while undergoing repairs; master's li
cense jeopardized; and, a record of 
over 40 years tarnished. 

WAS IT WORTH IT? 
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CARBON MONOXIDE AND CARBON DIOXIDE 
ASPHYXIATION 

~ fact that many men do not ap
- ~e the difference between the 
_ -.:s effects of carbon monoxide 
!ld carbon dioxide gas may prop

e-_ .:e made the subject of a note of 
...... ~. It should be kept In mind 

although both gases are classed 
a~hyxiants. that is, substances 
· g a deficiency in the supply of 
~n to the blood through the nor
.:>reathing processes, their chem

....nd physical properties and hence 
- toxic reactions on the body are 
_ different. Carbon dioxide is 
· dered a simple asphyxlant caus
_ :cygen deficiency by simply di-

-- the air, thereby excluding oxy
!'!'Cm the lungs. Carbon mon
:.s classed as a chemical asphyx
-.:iusing oxygen deficiency only 
coming in contact with the 
by chemically combining with 

t. moglobln <red blood cells> to 
_;:e its capacity to transport 

'--....,,......,_ from the lungs to the body 

_ oon monoxide <CO) is a color
:asteless, and practically odor
,.s, this latter property making it 
.-ous as a source of poisoning. 

considered one of the most im
-. t Poisons associated with hu
J.fe and industry. In its fate.Ii
.! is outdistanced by only one 
poison, grain alcohol. Carbon 

;;'tide is produced whenever in
~ete combustion of carbon oc

It is not likely to occur when 
n is bw·ned with a; sufficient 

·:s of oxygen. It burns with a 
~ame, combining with oxygen to 
carbon dioxide. Carbon mon

- has an explosive range of about 
-"rcent to 74 percent in air. Its 

_ty compared to air ls 0.967. being 
·!y lighter than the atmosphere. 

· .JOn monoxide, when pure, is 
• ~· insoluble In water. 
dangerous source of carbon mon

-P gas aboard ship may be found in 
P:ichaust from internal combustion 
nes. The average carbon mon
~" content of such exhaust gases 
- range as h.igh as seven percent. 
-.dering the fact that an atmos-
• e containing as little as 0.2 per
- carbon monoxide ls capable of 
;.roytng life, one can appreciate the 
~ qualities of exhaust gases from 
=nal combustion engines. It is 
:resting to note that the exhaust 

:n heavy-oil engines, such 'lS 
"Pl engines, contains a lower pro
-on of CO than gasoline-engine 
~austs. The safe limit for carbon 

oxide in air is usually given as 

0.01 percent for continuous exposure. 
It should be borne in mind that car
bon monoxide is practically odorless 
and highly hazardous concentraUons 
can be inhaled unconsciously, the 
first symptoms sometimes being diz
ziness and fa.inting. 

The initial step in the treatment of 
carbon monoxide poisoning is to re
move the person Immediately to fresh, 
but not cold, air. As the action of 
carbon monoxide is exerted through 
its combining with the hemoglobin of 
the blood, the object of treatment is 
not merely the prevention of immedi
ate death by restoration of breathing, -
but also the rapid elimination of the 
ca.rbon monoxide gas. For this pur
pose, inhalation of a mixture of oxy
gen and 7 to 10 percent carbon di
oxide <"carbogen"> has been found 
very successful, if the affected person 
is still breathing. If he Is not breath
ing, manual artificial respiration 
should be started at once, and the in
halation of oxygen plus carbon di
oxide administered simultaneously. 

Ii should be remembered that the 
essential condit ion in carbon monox
ide asphyxia consists. not in the ces
sation of the movements of breathing, 
but in the interruption of the supply 
of oxygen to the tissues of the body, 
and essentially to the brain, because 
of the inability of the blood to carry 
oxygen. In this respect asphyXia by 
carbon monoxide gas differs from 
drowning, carbon dioxide poisoning, 
and electric shock. In the latter con
ditions, spontaneous respiration is 
stopped and manual arUficial respira
tion is the prime means of resuscita
tion. 

Carbon monoxide Is not considered 
a cumulative poison. In pure air and 
with a sufficient volume of breath
ing, small amounts of the gas are 
readily ventilated out of the blood . 

Carbon dioxide <CO.> is a nonflam
mable, colorless, odorless, and taste
less gas. It is about 1.5 times heavier 
than air. It is found where carbon 
or carbon monoxide is bw·ned with 
a sufficient supply of oxygen. On 
board ship, high concentrations of 
carbon dioxide may result from the 
evaporation of dry ice In holds. dis
charge from fire-extinguishing appa
ratus, leaks from refrigeration plants, 
exhaust from internal combustion 
engines, and flue or stack gases. 

The physiological effect of carbon 
dioxide is caused mainly by oxygen 
deficiency. Although in such in
stances the role of carbon dioxide has 
been primarily that of a simple as-

phyxiant, it cannot always be classed 
as physiologically inert. In concen
trations of the order of one percent it 
increases the rate of respiration, this 
effect reaching the maximum at ap
proximately five percent. Concentra
tions in excess of about 10 percent 
become intolerable, and at rnmewhat 
higher levels unconsciousness and 
c.ventually death result,. Apparently 
carbon dioxide acts primarily as a 
narcotic in such high concentrations. 

Since carbon dioxide is heavier 
than air, it fills a space from the bot
tom up, r eplacing or diluting air, as 
water would. A man can drown in 
this gas without \varnlng just as if 
the ~pace were filled with wo.ter
water in which he cannot swim. 
When concentrations of carbon diox
ide in the air decrease the normal 21 
percent oxygen content to values be
tween 16 and 12 percent, the first 
symptom; of asphyxia or suffocation 
appear. This is somewhat beyond 
the point at which a candle is ex
tinguished <17 percent>. A reduction 
of the oxygen content to this degree 
reQuires a concentration of abouL 33 
percent of carbon monox.ide in air. 
When the gas is present to the extent 
of 50 percent and the oxygen is re
duced by one-half, a man ts soon ren
dered incapable of making a vigorous 
effort to escape. With about 75 per
cent carbon dioxide in the air, reduc
ing the oxygen content below six per
cenL, death occ111·s quickly. 

Continued. on following page. 
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MOPE AND DOPE 

" Just give me one argument why you l ike the tropics so much." 

30 

Continued froni preceding page. 

Should it become necessary to res
cue a man who has been overcome 
from exposure to high concentrations 
of carbon dioxide. a canister- type gas 
mask is no help to the rescuer. The 
canister gas mask can only purify 
air, it cannot furnish oxygen to an 
aLmosphere or a mixture of gases de
ficient In OxYgen. Only an oxygen 
breathing apparatus consisting or 
either a hose mask or self-contained 
breathing apparatus offers reliable 
protection. In any case, a lifeline 
should always be worn by the rescuer 
and tended from top side. Treatment 
for oxygen deficiency caused by car
bon dioxide is the same treatment as 
would be furnished In the case of a 
drowning. Artificial resuscitation 
Ehould be given as soon as pofsible. 

Gas masks containing absorbents 
such as charcoal or alkalies are not 
effective with carbon monoxide, since 
the gas is not absorbed by these 
chemicals. However, canister type 
gas masks containing special cata
lysts. such as hopcalite, can be used 
for carbon monoxide, since the cata
lyst can destroy the carbon monoxide 
by promoting Its oxidation to carbon 
dioxide. 

The use of a pulmotor, or mechan
ical breathing machine should be 
discouraged when manual artificial 
r espiration could be applied. The 
main objection to all apparatus of the 
pulmotor and i·esusciator type is that 
the first essential for resuscitation 
from gassing or asphyxia Is the im
mediate application of artificial respi
ration. No apparatus can be applied 
as quickly as a manual method. 

BASKET STRETCHERS 
It is extremely important that be

fore an injured man is placed In a 
basket stretcher a piece of fabric be 
laid In the bottom and extended over 
the sides to provide a hand hold by 
which the patient can later be i·e
movcd without further injury. 

A blanket is ideal for this purpose 
since it has the additional value of 
keeping the patient warm. Unfor
tunately, human nature being what 
It is, blankets left with the stretchers 
would probably turn up missing when 
needed unless the stretchers were in 
an office or otherwise protected. 

It is recommended that each 
stretcher be equipped with a piece o 
canvas wide enough to fw·nish hand 
holds at either side. The canvas can 
be rolled tightly and tied to th 
stretcher. It will serve the purpo 
very well, is inexpensive, and offers 
minimum temptation to the pilferer. 
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YOU MAY NEED A LIFE 
JACKET ONLY ONCE 

The reviewing of accidents is more 
than what is called "Monday morning 
;;-...:rrter-backing." It is a means of 
!li.ndslght whereupon one might de
~op and improve foresight. Usually 
.: someone had not made a mistake, 
t!::en the accident would never have 
?:appened ! So, knowing the mistake, 
_:can be avoided in similar situations 
m the futw·e. 

This hindsight might well be ap
;;i:.ied to potential drownings. A per
son will seldom, 1f ever, require a life 
preserver when he remains in a secw·e 
and safe place. He normally will 
!leecl a life jacket only when he has 
;>I.aced himself or been placed in a 
angerous position. Then It Is too 
I:a.te. Obviously, the only solution is 
~enforce the wearing of life preserv
es if there Is a likelihood that per
,_.,;nnel will require them. Conditions 
::...aoge so rapidly aboard ship and 
~board small boats that the probabil-
7 of a hazardous condition must be 
-.:i.refully considered. 

Observations of the Old 
Mariner 

A cook received severe burns when 
.1. defective double-boiler allowed 
s-..£3.Jil to build up in the lower com
;;:utment sufficiently to blow the top 
c=npartment with the boiling con
~;;.s into the air. He was laid up for 
!:.'% weeks. Nor is he the only man 

_o has been "double-boilered" at the 
~ey range. 

• • • • • 
One individual apparently thought 
could save time and effort, but it 

-- not work. While on a ladder, he 
~dn't quite reach his work, so 

·.ner than get down a nd move the 
.::t:;Xler, he placed one foot on an object 
:2·rby, leaving the other on the lad
-% rung. The ladder slipped side
T.:i ;-s. A skyhook would have saved 

day, though. 
• • 

:oie\"er substitute a pile of bundled 
;i for a stepladder. Ask the man 

tried it, why. He had four days 
_bed to think it over. 

• * • 
C:le sw·e way to cause an accident 

- place a coiled line or hose at the 
- base of a ladder. One seaman 

incapacitated • * • for 30 
• • • while the bone mended. 

• • • • 
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Q. How would you locate and set a 
course by the North Star if at sea in a 
lifeboat with a damaged compass? 

A. The North Star Is located on a 
line extending from the pointer stars 
of the big dipper, about midway be
tween the big dipper and Cassiopeia. 
Since the North Star is always within 
few degrees of true north <the maxi
mum d1trerence is 2.9° in latitude 
70° N.>, a course can be set by merely 
heading the boat in such a direction 
that the relative bearing between the 
boat and the North Star is the same 
as the angle between the desired true 
course and north. To steer east, head 
the boat so that the North Star bears 
abeam to port. 

Q . What entries would you make in 
the log after anchoring? 

A. The time, depth of water, which 
anchor Is down, how many fathoms 
of chain a.re out, and bearings of two 
or more fixed objects. 

Q . What information should you 
give a pilot when he comes on board? 

A. He should be given the draft of 
the vessel, fore and aft, ller speed and 
backing power, her maneuverability, 
and the deviation of the compass, as 
well as any individual features of the 
ship. 

Q . What is meant by "hogging" and 
"sagging"? 

A. When heavy weights are placed 
at both ends of the vessel, this will 
cause the bow and stern to be lower 
than the middle body; the vessel is 
then said to be hogging. When aves
sel is heavily loaded in the middle 
body, this part of the vessel is then 
lower than bQth ends; the vessel ls 
then said to be sagging. 

Q . What Is the optical principle of 
the sextant? 

A. When a ray of light is reflected 
from a plane surface, the angle of in
cidence is equal to the angle of re
fiection. When a ray of light under
goes two reflections in the same plane, 
the angle between its first and its last 
direction is equal to twice the incli
nation of the reflecting surfaces. 

Q . How is a sea anchor used? 
A. A sea anchor is used as a drag 

to keep the boat's head to the wind 
and sea and to prevent rapid drifting. 
When held by the dJ:ag line, with trip 
line slack. it is wide open and drags 
through the water with considerable 
resistance. A container of storm oil, 
having a small opening for the con
tinuous discharge of the oil, may bP 
secured to the sea anchor . 

Q. If it were necessary to jump 
from the ship into burning oll would 
It be possible to avoid being burned? 

A. Yes. The following procedure 
has been tested and proved success
ful: jump feet first through the 
names; swim as long as you can uu
der the water; then, spring above the 
flames and breath. using the breast 
stroke to push the flames away; next, 
sink and swim under water again. 
Men have been able to navigate up 
to 200 yards of burning oil in this 
manner. To be able to do this, how
ever. you will have to remove your 
life belt and other cumbersome 
clothing. 

Q. Name three types of shock from 
physical causes. 

A. Any three of the following: 
<a> Trauma.tic. 
<b > Electrical. 
<c> Chemical. 
<d> Shock from starvation or 

disease. 
Q. Define traumatic shock. 
A. Shock caused by a severe blow 

to a vital spot, by cutting or crushing 
a large nerve trunk, or by other seri
ous injury. 

Q. What are the most common 
symptoms of shock? 

A. <a> Pale skin. 
<b> Cool, clammy skin. 
<c> Feeling of weakness. faint

ness. 
Q. What are the other symptoms? 

<a> Perspiration. can be noted 
at forehead, about lips, palm of 
hands. 

(b) Weak pulse, sometimes rapid. 
<c> Nausea and vomiting. 
(d) Patient indifferent to events 

about him and to questioning. 
<e> Unconsciousness may occur. 

Q. With what Injuries does shock 
always occur? 

A. (a) Serious burns. 
Cb> Wounds that bleed profusely. 
<c> Fractures (broken bones>. 
<d> Serious wounds affecting any 

part of the body. 
Q. What should you remember 

about heat in shock treatment? 
A. Keep the patient comfortable, 

but not hot . 
Q. What kinds of fluids can you 

give to patients In shock? 
A. Warm water, broth, milk, tea, or 

cofiee. 
Q. In what position should a patient 

In shock be placed? 
A. Keep the patient lying down fiat. 
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THE DEA TH OF A SHIP 
On November 7, 1951, the press reported: "A Japanese merchant ship pulled 12 survivors of an ill- fated American 

freighter fro11i the storm-swept North Pacific early today and moved on to rescue 25 others riding bobbing lifeboats 
upwind from their burning and sinking ship. 

"A fire aboard the freighter late yesterday killed one member of its crew and drove the others to lifeboats to await 
rescue by commercial and Coast Guard vessels converging on the disaster scene. 

"The freighter radioed for atd at 3 o'clock yesterday afternoon, reporting its engine room and crew quarters swept 
by flames. 

"The Japanese freighter, the first to reach the stricken ship, battled rough water and a strong wind through most 
of the night to rescue 12 seamen in a lifeboat nearest the stricken vessel. All were weakened by cold and exposure." 

What follows is the detailed story behind this brief announcement. 

THE FIRE 
A Liberty-type cargo vessel of 

7 .176 gross tons, bunt of steel in 194.3, 
claimed as its home port Savannah, 
Ga. The crew of the vessel, 37 in 
number, including the master, signed 
foreign articles at Portland, Oreg., 
October 29, 1951. On October 31 the 
vessel departed from Portland, Oreg., 
en route Longview, Wash., where a 
full cargo of grain was to be loaded. 
Following arrival at Longview, several 
minor repairs of a routine nature were 
made in the engine room, and, in 
addition, a new fuel oil discharge 
strainer was installed. On Novem
ber 3, the vessel departed Longview 
with its grain cargo. 

While proceeding down the Colum
bia River, fog was encountered. 
Rather than make passage over the 
Columbia. River Bar in poor visibility, 
the cargo vessel was brought to an
chor off Astoria, Oreg. When the 
fog lifted, the vessel got underway, 
crossed the bar, and at 1700. Novem
ber 3, dropped the pilot. She then 
proceeded seaward en route to a port 
in India via Yokohama. 

At 1200, November 6. 1951, the third 
day at sea, the second mate relieved 
the bridge watch. The course was 
292° T, speed full ahead, approxi
mately 67 rpm. The wind was from 
west-southwest, force six to seven, 
and the sea was very rough with waves 
of 25 to 30 feet. 

In charge of the watch below was 
the second assistant· engineer. Also 
on watch were an oiler and a fireman. 

As was his custom at about the 
same hour each day, the chief engi
neer made his rounds and arrived in 
the engine room just prior to 1500. 
He saw the second assistant engineer 
cleaning the fuel oil strainer and went 
over to observe the operation. This 
strainer was located on the forward 
side of the starboard boiler close to 
the inboard edge of the casing. The 
second assistant had already cleaned 
the basket from the after side of the 
strainer and was about to replace it. 
At this time the fuel oil was being di
rected through the forward basket. 
After installing the after basket, the 
second assistant engineer then 
shifted the control lever over so as 
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to burn from the after side. There
upon, oil sprayed out from the strnin
er over the second assistant. the chief 
engineer, and the hot front of the 
port boiler. This oil ignited within 
seconds. 

The chief attempted to pull the con
trol lever forward but was unable to 
do so. His clothing afire. he ran be
tween the two boilers and around be
hind the port boiler, where he tore 
off the flaming apparel. Leaving this 
area, the chief found the second as
sistant engineer, who had come 
around the starboard boiler. lying on 
the floor plates. his clothing aflame. 
Water from a convenient bucket 
quenched the fire about the second 
assistant, but there was no response 
from the man. When the chief en
gineer tried to lift him, flesh came 
right off the second's body. 

In the meantime the oiler had dis
patched the fireman to the bridge 
with word of the ~erlous fire in the 
fireroom, while he himself unsuccess
fully attempted to contact the bridge 
by telephone. With no one else be
low. there being just the lifeless body 
of the second assistant. the chief en
gineer headed for the ~haft alley In 
an attempt to escape. Being unable 
to see through the dense smoke, he 
finally felt his way to the ice ma
chine room and thence on deck. 
When the oiler retm·n~d to I.he fire
room from telephoning, he moved the 
second assistant's body to a safer lo
cation near the log deck. As the 
smoke was intense, he t.oo sought 
escape through the shaft alley. 

The master was notified of the fire 
at 1450. He went immediately to the 
bridge, arriving at the same time as 
the chief mat.e. who rang the fire 
alarm. The master ordered the sec
ond mate to turn the vessel arouJ;ld so 
as to put the wind on the stern, but 
the mate reported that the telemotor 
was inoperative. Going aft to look for 
the chief engineer, the master noted 
that fire hoses had been stretched on 
deck, but that. since the fire pump 
had not been lined up there was no 
pressure on deck. He met the chief 
~ngineer on the main deck, who in
formed him that the fuel oil had been 
shut otr. The third assistant reported 
that the co, had been released. 

Portable CO: and foam-type fire ex
tinguishers were used in the fidley 
and on the starboard side of the house 
where the wood was burning, but' the 
chief engineer reported to the master 
that It was hopeless to try to fight 
the fire in the engine room. 

When the bos'n heard the fire 
alarm, he Immediately started for
ward through the passageway to get 
his life jacket. In the saloon area he 
observed the deck maintenance man 
trying to turn the forward reach rod 
of the two at that loca tion. The bos·n 
obtained a 36-inch pipe wrench and 
together they managed to "free" the 
reach rod, but it thereafter turned 
wit.hout taking up. They worked this 
reach rod for about 15 minutes, with 
no success. Later, it was determined 
that the reach rods to the valves on 
the high and low suctions of the set
tling tanks were not connected. 

When the fire alarm sounded, the 
third mate rushed from his room and 
noted smoke coming out of the fidley. 
He stretched hoses out on deck to 
fight the fire, but since there was no 
water, he sought the master for In
structions. He met the master a few 
minutes later comlng from the bridge. 
The instructions were brief: "We will 
have to abandon." 

Due to the fuel fed fire in the fire
room and the resulting dense smoke 
and intense heat, the engine spaces 
had been abandoned quickly. No at
tempt had been made to utilize the 
two 2Y2-gallon portable foam fire ex
tinguishers, the 40-gal!on foam type 
extinguisher. sand, or the fog noz
zles. The engine room had been 
abandoned with the main engine and 
associated auxiliaries, including the 
forced draft blower, In full operation. 
and the ventilators to the engine 
spaces were never trimmed. 

THE ABANDONMENT 
The third mate then ran to the 

license rack, pried off the case, and 
removed the licenses. On the boat 
deck be saw the chief engineer in 
poor condition from his burns. The 
mate procured a jar of mentholatum 
from the hospital, and applied its 
contents to the chief engineer. The 
first assistant engineer then gave the 
chief a life jacket. 
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At 1530, or approximately 35 min
utes after the outbreak of the fire, 
the master ordered No. 3 lifeboat 
launched with six men, including the 
third mate who was in charge of the 
boat. Orders were given to the third 
mate to stand by astern on a painter 
made fast from the vessel to the life
boat. As the lifeboat drifted astern, 
Lhe painter was cut, for fear the line 
and the boat would engage the screw 
of the vessel, which was still turning. 

With lifeboat No. 3 adrift, the mas
ter ordered No. 1 lifeboat launched at 
about 1600. This boat was under the 
command of the second mate and was 
:.aunched with four men aboard. The 
second mate also was ordered to stand 
by astern on a painter from the ship. 
:::bortly thereafter, this lifeboat was 
?Ulled back alongside the ship, and 
P.:.gbt more men boarded it before it 
~s cast off and drifted away. At 
~time it was noted that No. 3 cargo 
!:old was afire. Smoke was coming 
.rom the batch. The boat deck was 
~ming very hot. 

At 1700, No. 4 lifeboat was launched 
.. n the windward side of the disabled 
• essel with 12 men on board under 
:he charge of the chief mate. Among 
:hem was the first assistant engineer, 
· man of 61 years, who fell while 
·::mbing down the line into No. 4 
!eboat, sustaining a fractured hip. 

Also on board was the chief engineer, 
~ho was lowered into the boat. Al
though No. 4 llfeboat was equipped 
Yith a motor, the shaft was bent in 
-unching, rendering the motor use
ess. Being on the weather side, with 
uie lives of the men in the lifeboat 
eupardized by pounding against the 

'i'eSSel's hull, the chief mate cast off 
and rowed away from the vessel's 

ce. 
Remaining aboard the stricken ves

sP: at this time were the master, third 
&sSistant engineer, and the bos'n. 
.Ju.i:;t prior to 2100, No. 4 cargo hatch 
'C'3.S observed to be afu·e. At 2100 
·"'e three remaining men abandoned 
• :f vessel in No. 2 lifeboat. Later, 
:1-..!s boat took two men from lifeboat 
":>. 1. The two boats then drifted 

lli)Wt. 
Although No. 3 lifeboat was the 

C..-:;i. to be water-borne, it was the 
!:3...-t to be picked up. The third mate's 

-count follows: "I was helping to 
~r No. 3 lifeboat. I had run the 
:;:::i.:.!lter out when the captain told me 

;-et in the boat. I got in with five 
ers. and they lowered the boat to 

:!:e -.rater. Someone must have Jet go 
:he painter, for we were drifting 

:c..nd to the stern when I noticed 
: the propeller of the vessel was 
· turning over. The wind was 

'OCi.ng to blow us under the stern, 
: used my knife to cut Lhe painter 

.&:::c. t(ave orders to row. We pulled 

away from the ship, then overhauled 
it and cut across her bow. We had 
a hell of a time rowing in that sea. 
When we saw ftames shooting out of 
the starboard side, we pulled slowly 
away into the sea. but as it was get
ting da.rk I told the fellows it was no 
use to row all night, that. we would put 
out the sea anchor. 

"We had to have some kind of shel
ter, so we put the sail and a tarp over 
us, and we lay there all night. At 
one time we saw a big ship come up..
whaL we thought was a Japanese ship. 
That night we could see the burning 
vessel. It looked like the whole ship 
was afiame. We could make out the 
complete silhouette of the ship; it was 
a red glow with flames shooting up 
from amidships. 

"We lay to during the next day. 
The wind was blowing about 35 to· 
40 knots, and the swells were pretty 
big. Every time we came up on a 
swell, we could see the Japanese ship 
and wondered why they couldn't see 
us. Anyway they missed us and we 
drifted on. We were riding it out 
pretty well. 

"About 0300 the next morning we 
shipped a sea, and when we raised 
the tarp to ball out, the lifeboat, we 
saw a line of lights. I said, 'Give an 
S 0 S.' We held the lantern up, and 
they must have seen it, for they came 
round and put a searchlight on us. I 
knew then It was a cutter. We were 
in the water 35 hours before being 
picked up by a Coast Guard cutter." 

THE RESCUE 
The Japanese-flag vessel, in answer

ing the SO S from the burning Amer
ican freighter, was the first to arrive 
in the vicinity, and at about 2330 on 
the day of the fire came alongside No. 
1 lifeboat. Seven of the eleven men 
in the boat immediately scrambled on 
board the Japanese vessel. The re
maining four unexplainably made no 
attempt to get aboard. Further 
attempts to get alongside to pick up 
these four men were unsuccessful. 

At 0200 the next morning, the res
cuing vessel picked up the sw·vivors 
in No. 2 lifeboat. 

After daylight, another attempt was 
made to pick up the remaining four 
crew members in No. 1 lifeboat. As 
the Japanese vessel approached along
side, the lifeboat collided with it in 
such a manner as to overtw-n, throw
ing the occupants in the water. Lines 
and buoys were thrown from the 
steamer, and, in addition, a Coast 
Gua.rd plane dropped four rubber life
rafts, but the men in the water seemed 
to make no attempt to grasp the lines 
or rafts and disappeared beneath the 
surface as they drifted aft. 

No. 4 lifeboat remained adrift all 
night. The occupants could see the 

burning vessel and, in addition, saw 
a plane overhead. Flashlights, 
flashed in the direction of the plane, 
were acknowledged. The next morn
ing a Gree.k ship came alongside No. 
4 lifeboat with three jacobs ladders 
placed over the side. When along
side the Greek vessel, and in i-eaching 
distance of the ladders, an oiler made 
a lunge for one of the ladders. He 
climbed about three rungs when the 
lifeboat went down in a trough. As 
It came up on the crest of a wave it 
hit the lndder. The oiler's feet ap
peared to have been knocked off the 
ladder, but he held on with his hands 
and climbed about two more rungs 
before he fell in the water between the 
ship and the lifeboat. Attempts to 
grab him were unsuccessful. A line 
was thrown out, and the oiler grabbed 
it. but he was unable to hold on and 
disappeared before further assistance 
could be rendered. The remaining 
nine men aboard No. 4 lifeboat made 
It aboard the vessel with no serious 
difficulty. 

The rescue vessels all arrived in 
Port Angeles, Wash., the evening of 
November 13, where the crew mem
bers of the ill-fated vessel were put 
ashore. 

THE DEATH 
Following receipt of the S 0 S on 

November 6, 1951, a Coast Guard cut
ter was dispatched to the scene. The 
cutter sighted the stricken vessel on 
November 10. but heavy weather pre
vented boarding until the early morn
ing of November 13. Upon boarding 
It was noted that No. 3 and 4 hatches 
were still smoldering. The ha.tch 
boards and covers had been bw·ned 
oIT. The deck was corrugated about 
the midship section, but no cracks 
were observed on the deck or sides. 
The house was gutted and the po1·ts 
were gone. Also, the vessel was list
ing about 20 degrees to port on an 
even fore and afL trim. 

At about 1050 the cutter commenced 
towing the unmanned derelict at a 
speed of approximately 5 knots. A 
commercial tug arrived shortly after 
the vessels were under waY. but the 
towline was declined on account of 
oncoming darkness. 

About 0900 the next morning, No
vember 14, a boarding party from the 
commercial tug went aboard the 
stricken vessel and made their tow
line fast. After the towline was 
rigged, the two vessels got u'nder way. 

The weather was adverse, but on 
the 15th of November, it moderate..d 
somewhat. On November 16, the 
wind became stronger and the seas 
higher. This condition prevailed un
til the 18th of November, when it was 
noted that the vessel was taking con
siderable water on deck. 
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Steam had been seen rising from 
No. 4 hatch. Though no marked in
crease in the list o! the vessel was 
noticed, it became apparent that the 
vessel rolled heavily and recove1·ed 
more slowly. Later, on the 18th of 
November, the vessel appeared to be 
going down a little by the stern, and 
her port list had likewise increased. 

At 1730, this same date. men aboard 
the tug stated they could not steer 
the tug. They believed they bad 
fouled their towline on the bottom. 
The ill-fated ship could not be seen 
astern on the radar and darkness and 
squally weather prevented visual 
sighting. In communlcat.ing with the 
Coast Guard cutter it was ascertained 
that they had lost a target on their 
radar. Receiving this information the 
tug picked up her gear and retraced 
her course. Not being able to locate 
I.he vessel it was then evident that 
she had foundered in the approximate 
position of 48°46'6" N., 125°48' W., in 
some 36 fathoms of water. 

THE POST MORTEM 
The foundered vessel met its death 

as the result of an uncontrollable fire 
in Its fireroom. A fire becomes un
controllable through the inability of 
the fire fighters t.o remove or isolate 
from the fire the inflammable sub
stance, or because o! the inability to 
smother the fire by removing, in one 
way or another, oxygen necessary for 
combustion. In the case of this ves-

To Detect Flaws in Chain Links, 
Hooks, .Castings, Etc:. 

SATU RATE th• m thoroughly with sor,,. light oil 
1009 • •ough to permit th• oil to soak into ••v 

crads or pinholes, theo wip• off all t races of the 
oil on the surface. Aft•r this hu been done, coat 
the entire surface • ith whiting. After tho whiting 
hu d ried the oil will begin to appHr thru it 
wh•Nver th•re a re d .. p·• .. ted flaw• havinq sur. 
face op•nin91. A blow with • hemmer will .. help 
bfing th• oil t o the 1urface. 
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sel it was not satisfactorily shown 
that the fuel oil service pump was 
successfully shut down or that the 
valves to the settling tanks were 
closed. Thus, the fire was !ed by the 
steady pumping of oil from settling 
tanks containing a few hundred bar
rels of the inflammable substance. 
The smothering of such a fire at this 
stage is out of the question. 

It is not possible to say that the 
fire could have been prevented, since 
it is not known exactly how the fuel 
oil sprayed out of the system. We do 
know that the newly installed fuel 
oil discharge strainer played an im
portant part, because it was during 
its manipulation that oil escaped 
either from under one of the caps 
fitted over the strainers or from the 
flange on the discharge side of the 
strainer assembly. We do know that 
the location of the strainer was such 
that the stream of oil Impinged on 
the hot burner front of the port 
boiler, igniting the oil. Toward the 
elimination of future, Identical acci
dents, instruct.ions have been issued 
calling for relocation of the strainers 
and installation of a metal spray 
shield around the strainers. 

What should be of utmost import.
a.nee to every seafaring man Is the 
location, availability, and condition 
of the remote controls to the fuel oil 
service pumps and fuel oil settling 
tank. In the event of a serious fire 
In the engine spaces, it may well be 
that the only way to stop the flow of 
oil is by the remote controls. And, If 
the source of fuel is thus removed, 
positive steps may be taken to 
smother, localize, and otherwise con
trol tbe fire. 

In this case the engine spaces im
mediately became so full of choking 
smoke that there was no opportunity 
to line up the fire pump. For the 
same reason, the 40-gallon foam fire 
extinguisher was not put to use in 
the Initial attempt to put out the 
fire. On deck there were only the 
portables with which to fight the fire. 
If In some way water could have been 
fed to the hoses that were stretched 
out, a delaying action could have been 
waged with the possibility of success. 
The property of water in the form of 
a flne low-velocity spray or fog in ex. 
tlnguishing oil fires is well-known. 
In addition. the cooling of adjacent 
compartments could have been under
taken. 

Valuable lessons are learned from 
the unfortunate experiences of others. 
We have discussed one lesson from 
this casualty, that It is imperative t.o 
know the location and operation of 
remote controls. There are several 
others. 

(1) In the hasty abandonment of 
the engine space. the machinery was 

left in full operation. As a result, 
the screw kept turning over for bet 
ter than an hour. This, of course, 
made it difficult for the lifeboats to 
stay in the vessel's proximity, and at 
one time endangered a lifeboat which 
drifted aft in way of the screw. 

<2> I t was found that the CO, bank 
had not been released. This was not 
due t.o negligence, but to unfam1llar
lty. It is doubted that release of the 
CO: would have extinguished the fl.re, 
since, as required, this was a bilge 
system as opposed to a "total flood
ing" system. But, again, as with the 
shutting oft' of the fuel oil pump, the 
co, may have had the effect of tem
porarily reducing the intensity of the 
fire so that positive measures could 
be taken. 

(3) Responsible persons on I.he res
cuing vessels and planes were in 
agreement that radar was ineffective 
in the rescue operation, since none 
of the lifeboats were picked up by 
means of radar. The lifeboats were 
relatively insignificant targets in the 
high seas that then prevailed, and 
the sea return completed theh' ob
scurity. Because larger objects can 
be picked up on the radar scope more 
readily than small ones, all persons 
who find themselves In a similar pre
dicament as the fatal vessel's crew 
members would do well to remain 
within the area of the abandoned 
vessel or, if it were to founder, within 
the area of the last radioed posit.ion. 

(4) An unusual phenomenon was 
described in connection with the res
cue that is very often repeated in 
other casualties where men are found 
in the water. Although certain indi
viduals may appear to be in good 
pbyslcal condition-and they may ap
pear to be excellent swimmers-they 
very often fall t.o take advantage of 
the efforts of others to rescue them. 
Lines, ring buoys, or rafts may be 
within their reach, or they may even 
have bold of one of these devices. but 
strength seems to be lacking, and they 
drown at a time when their rescue 
is most imminent. More positive ef
forts must be made in many instances 
to help these people to help them
selves. 

One final thought in closing
The cause of the fire on the sunken 

ship has been determined, and simi
lar casualties from the same cause 
have been eliminated through the 
simple expedient of relocating the of
fending piece of equipment. How
ever, fires on vessels have many pos
sible sources. The hazard of fire re
quires constant vigilance, the utmost 
degree o! care in its prevention and 
extlnguisbment, and close attention 
to the performance of personnel and 
fire -fighting equipment during d1ills 
or under emergency conditions. 
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OPEN FLOOR PLATES 
Open fl.oor plates in the engine 

:-oom often catch the unwary. We 
·-;-en have had reports in which the 
::nan who lifted the plate later walked 
i:lto the hole. True, an open ftoor 
plate is clearly visible, but, only if a 
m:1n looks for it. Since the floor 
;;:...tes of the engine room usually pro-
.de an unobstructed walkway, few 
~c:n look at the deck as they walk. 
:fence an open floor plate may not be 

;0ticed in time. 
Roping off such openings would 

i.:ovide excellent protection but would 
c!ten be impracticable. Since the 
cruef need is for something that will 

•• ract an approacher's attention t-0 
.e opening, an appropriately colored 

. "'ll could serve the purpose. If 
.aced beside the opening in the line 
~ passage it would attract the atten

•• on of anyone approaching. When 
Jt needed it could be stowed against 
bulkhead or the ship's side. 

Never store blasting caps <fuse type 
. electric blasting caps> in the same 

azine with other exPlos!ves. 

SHIPBOARD ACCIDENTS 
The Accident Prevention Bureau, 

- cif!c Maritime Association, has 
i:::.. .de a study of 1400 shipboard in-
- .es to seamen. This list, shown in 

... ular form, indicates both the acci

.;t location and one of the con

...uting causes for each of these 
.... dents. It is considered to be in
. tive of cla-sses of shipboard acci
-:.S. generally applica ble to all 

.els in view of the wide exposure 
:n which the statistics were devel
.-d. 

The Bureau Included slipping, 
tripping, falling in one category, 
which is labeled "missteps." Such 
items as being thrown off balance by 
the roll of the vessel were included in 
this class. The group comprised 35.4 
percent of the total. 

Hand handling of objects and ma
terials was involved in 27.6 percent of 
all the cases analyzed. It includes 
the dropping of boxes on the feet and 
strain while lifting. This group is 
called "h andling accidents." 

The moving obj ects classification 
was considered to include hose sweep
ing across the deck, struck by sliding 
doors, struck by parted line, struck 
by slingload. and similar accidents 
incun-ed from moving objects. 

Under the heading of fl.ylng objects 
are listed accidents resulting from the 
projection of chips. dust, splashed 
chemicals, steam, or hot water. 

The Bureau also investigated the 
parts of the body Involved in all the 
accidents reported. The following 
table shows the parts of the body 
which are most likely to be injured: 

Body Part Percentage 
Fingers ---- ------------------ 12. 8 
Back ------------------------ 10.2 Leg__ ________________________ 6.9 

Multiple Injuries of Arm______ 6. 8 

Ankle ____ ------------------- 6.1 
Hand (above fingers) --------- 5. 3 
Foot------------------------- 4.8 Eye_________ _________________ 4.5 

Forearm --------------------- 4. 4 
Skull------------------------ 4.1 
Knee - ----------------------- 4. 1 
Abdomen------- ------------- 4. 1 
E!bOW --------------~------·- 3.3 
Face.·----------------------- 3.2 
Toes·------------------------ 3.1 Shoulder_____________________ 1.9 
Side _____________ ----------- 1.6 

Hip------------------------- 1.6 Ears, Nose, Mouth, and Throat_ 1. O 

It may be noted that finger, hand, 
and wrist Injuries, on the average, ac
count for 20.8 percent of all injuries. 
The part of tne body next likely to be 
injured is the foot and the ankle, 
which accounts for 14 percent of the 
total. 

The chart of accident classification 
and locations may be used to deter
mine where accidents are most likely 
to occur, particularly aboard a large 
vessel, and what consists of the great
est hazard in each location. 

The table of body parts injured fur
nishes an excellent guide for every 
supervisor. He can develop precau
tions for his men which will reduce 
the leading accidents. A sample of 
the Instructions which he might give 
ts as follows: 

1. Keep your hands out of harm's 
way. Wear gloves when you are 
h a n d l i n g sharp objects. Use 
wrenches properly so that they will 
not slip. 

2. Watch your step, particularly 
when handling materials or when 
decks are slippery. Keep your feet 
out from under loads. Most missteps 
occur on a wet deck, in the engine 
room. on an interior ladder, on the 
gangway, or In the quarters. 

3. Learn how to lift properly. 
You do it this way <demonstrating 
how to lift> . Do not lift anything 
heavy unless you are in a good posi
tion. hold it securely, and use your 
legs. Do not lift while reaching out 
or while twisted or leaning across 
something. Lifting accidents are 
most likely on a wet deck, in the 
engine room, or in the galley. 

Other points for Instruction may be 
easily developed by applying the in
formation contained in the two tables 
to your unit . 

• STUDY OF 1,400 SEAMEN'S OCCUPATIONAL ACCIDENTS FOR 1951 
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IT WILL WORK 

Representatives of the Accident 
Prevention Bureau dajly visit many 
vessels on the Pacific coast. From 
time to time they are especially 
pleased to find a vessel doing an ex
ceptionally good job in its accident
prevention program. 

One of the most recently visited 
vessels of this type is the William 
Luckenbach. at present operated by 
the Pacific Far East Lines. The gen
eral well-kept appearance of the ves
sel is apparent to anyone approaching 
it. 

AJ; one steps upon the expanded 
gangplank he finds he is using a gang
plank that completely meets the spec
ifications of a good gangplank, as set 
forth in MARINE SAFE PRACTICE 
PAMPHLET NO. 11. This plank has 
two chain handl!nes secured at the 
top and bottom of the plank and in
dependent of the ship. This allows 
the handllne to be tight at a,n times. 
Extending from the turntable are 
two-pipe, self-adjusting, handrails 
protecting the area between the 
stanchion on the plank, and hand
lines around the turntable itself. 

Along the lower handllne on the in
shore side an extension cord has been 
securely fastened, bearing five lights 
encased in wire cages to prevent 
breakage. This gives complete light 
the length of the gangplank at knee 
height, insul'ing a well-lighted m~ans 
of access at all times. 

With the exception of a topping lift 
stopper clamp and sheave arrange
ments at No. 5 aft, this C3 has no gear 
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or equipment different than any other 
C3. The maintena nce a nd ingenuity 
in use of the gear provided is the 
noteworthy thing aboard this vessel. 
This vessel does not have topping lift 
winches, consequently there Is a 
housekeeping problem with the excess 
topping lift when stevedoring opera
tions are being carried on. 

Mr. Donald O'Brien, chief officer, 
and a primary factor behind this 
ship's excellent approach to safety, 
together with his bos'n. has come up 
with a solution to the question, "What 
to do with the excess lift?" The 
~hip's carpenter obtained an empty 
wire reel approximately 1 Y:i feet wide 
and 2 feet in diameter, and mounte<.l 
it with an axle on a small stand con
structed of 2" x 4" stock. This is 
located near the cleat where the top
ping lift is secw·ed. After the gear 
has been rigged !or stevedoring oper
ations, and the lift has been secured 
in the cleat, the excess lift is then 
coiled upon this empty reel. 

In this manner the lift is protected 
from any cut.ting action which can be 
received when the lift is strewn about. 
the deck, and when objects such as 
strongbacks, pontoons, or other loads 
are set upon it. 

Second, and equally Important, it 
el!m1nates the nuisance of scattered 
coils on deck, which offer such a won
derful tripping hazard to seamen and 
stevedores alike. 

When questioned as to whether or 
not longshoremen used it, Mr. O'Brien 
replied, "When the longshoremen 
came a board they looked the arrange
m ent over. unreeled the lift, rear-

ranged the gear to fit the conditions 
at hand, secured the lift. a nd re
wound the excess back upon the reel. 
This was done without instruction 
from eithe1· the ship or stevedore 
supervision." 

Perhaps you have attempted to in
stall a new wrinkle in your operation 
and have been discouraged by the acts 
of a n individual longi:hore gang in 
refusing to accept your improve
ments. It is respectfully suggested 
that if this has happened, try again 
and perhaps you will receive the co
operation Lhat Mr. O'Brie11 has re
ceived.- Courtesy of Seamen's Safety 
Guide, November 1952. 

WOULD YOU-
Have your safety goggles in your 

pocket when doing work hazardous to 
your eyes if you knew you were to 
lose your sight by neglecting to use 
them? 

Remove the safety guard if you 
knew that as a result either you or 
your shipmate might lose a hand or 
al'm? 

Neglect reporting a slight injury 
for proper treatment if you knew 
that blood poisoning or infection 
would ensue? 

Permit material to remain out of 
place on deck if you felt certain that 
either you or your shipmate would 
trip over it and sustain a broken leg? 

Indulge in horseplay if you knew 
that it might result in the death or 
crippling af a shipmate? 

Permit your mind to wander from 
what you are doing if you knew you 
would lose a finger or hand by doing 
so? 

Use a mushroomed or burred-head 
tool If you knew that flying particles 
from the t.ool would strike another 1n 
the eye and blind him? 

Use a broken ladder if you were 
certain that it would give way, caus
ing you to fall a nd fracture a limb? 

w ear shoes with thin 01· wornout 
soles if you knew that a rusty nail or 
other sharp object on the deck would 
pierce your shoe, penetrate your foot 
and cause blood poisoning? 

Ignore safety rules and instructions 
if your indifference would result dis
astrously to yourself and to you1· 
shipmates? 

Though the answer to all of the 
foregoing questions is a decided "NO", 
many deat.hs and accidents continue 
to occur from such causes. They can 
be prevented, however, if forethought 
is exercised. F orethought, not after
thought, is the kevnote to safety. 

His narrow new home w as built of 
pine, because he ignored a 
" NO SMOKING" sign. 
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Amendments to 
Regulations 

Title 46-Shipping 
S11bchaptcr B-Mcrchanl Marine Office" end 

Seamen 

[CGFR 62- 58) 

PART 12-CERTIFICATION OF SEAMEN 
~DORSEMENTS PLACED ON SEAMEN'S 

DOCUMENTS UNDER WARTIME REGU
LATIONS 
The President by Proclamation 

2974. dated April 28, 1952, and pub
lished in the FEDERAL REGISTER April 
30, 1952, declared that the existence 
of an Unlimited National Emergency 
proclaimed May 27, 1941, by Procla
mation 2487 was terminated since the 
declaration by Congress of the exist
ence of a state of war between the 
t:inited States of America and Japan, 
which was the last of the states of 
war declared by Congress between the 
United States of Ame1·ica and Japan, 
Germany, Italy, Hungary, Rumania, 
and Bulgaria, was terminated by the 
coming into force on April 28, 1952, 
of the Treaty of Peace with Japan 
signed at San Francisco September 8, 
1951. During World War II certain 
cert!1l.cates or documents issued to 
seamen as "Able Seaman" or "Quali
fied Member of the Engine Depart
ment" were endorsed "Unless sooner 
mvalldated this certificate shall ex
pire six months after the termination 
of the war." In order to obtain a 
certificate with this restrictive en
dorsement, it was necessary for the 
applicant to meet all the present re
quirements for the rating of "Able 
Seaman·· or "Qualified Member of the 
Engine Department" with exception 
of sea service, which had been re
duced. In most instances these sea
men now have the required service to 
obtain a document without this re
strictive endorsement. It is urged 
•.bat seamen holding documents bear
mg this restrictive endorsement apply 
for documents without this restrictive 
endorsement as soon as possible. 

In order that the operation of ves
sels engaged in activities essential t.o 
our national defense will not be de
layed, as well as to afford an oppor
"Unity for seamen presently holding 
cert!ftcates or documents bearing this 
restrictive endorsement to exchange 
:hem for documents without such re
strictive endorsement, amendments t.o 
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APP EN D .1-X 
46 CFR 12.05- 13 and 12.15-13 extend 
the period of validity of such docu
ments or certificates until July 1, 1953. 
The purpose for the amendments to 
46 CFR 12.05-13 and 12.15-13 is t.o 
provide qualified seamen fo1· the man
ning of merchant vessels which are 
necessary in our national defense. It 
is hereby found that compliance with 
a notice of proposed rule making, 
public rule making procedure thereon, 
and effective date requirements of the 
Administrative Procedure Act is im
practicable and contrary to the public 
interest. 

By virtue of the authority vested In 
me as Commandant, United States 
Coast Guard, by Treasury Depart
ment Order No. 120, daLed July 31, 
1950 <15 F. R. 6521), and an Order of 
the Acting Secretary of the Treasury 
dated January 23, 1951, identified as 
CGFR 52-1 (16 F. R. 731), to promul
gate regulations in accordance with 
the statutes cited with the regulations 
below, the following amendments t.o 
the regulations are prescribed and 
shall be etTectlve from October 28, 
1952: 

SUBPART 12.05-ABLE SE.UtAN 
Section 12.05-13 is amended t.o read 

as follows: 
§ 12.05-13 Certtftcatton of able sea

men under wartime regulations. <a > 
Any person who has been cert!fted as 
able seaman under wartime regula
tions and whose cert!1l.cate or docu
ment is endorsed "Unless sooner in
validated this certificate shall expire 
six months after the termination of 
the war" shall be permitted t.o be em
ployed in the capacities indicated on 
his certificate or document until such 
certificate or document is revoked or 
suspended or until July 1, 1953. A 
seaman who can produce documen
tary evidence of sufficient service to 
comply with the peacetime sea serv
ice requirements may be issued a 
merchant mariner's document on 
which the restrictive endorsement is 
omitted: Provided, That he sur
renders for cancellation the original 
certificate or merchant mariner's 
document bearing the restrictive en-

DANGER 
NO JOB IS SO IMPORT ANT 

NO WORK IS SO URGENT 

THAT WE CAN NOT TAKE TIME 

TO PERFORM O UR WORK SAFELY 

dorsement and that he Is qualified in 
all other respects. 

<b> Any able seaman holding a cer
tificate or document endorsed "Unless 
sooner invalidat.ed this certificate 
shall expire six months after the 
t.ermlnation of the war" may not be 
engaged in the capacities indicated 
on his certificate or document on or 
after July 1, 1953, except that he may 
be continued in employment neces
sary for completion of the voyage 
which commenced prior to that date. 
SUBPART 12.15-QUALIFIED MEMBER OF 

THE ENGINE DEPARTMENT 
Section 12.15-13 is amended to read 

as follows: 
§ 12.15- 13 Certification of qualified 

members of the engine department 
under wartime regulations. (a) Any 
person who has been certified as a 
qualified member of the engine de
partment under wartime regulations 
and whose certificate or document is 
endorsed "Unless sooner invalidated 
Lhis certificate shall expire six months 
aft.er the termination of the war" 
shall be permitted t.o be employed in 
the capacities indicated on his cer
tificate or document until such cer
tificate or document Is revoked or 
suspended or until July 1, 1953. A 
seaman who can produce documen
tary evidence of sufficient sea serv
ice to comply with the peacetime sea 
service requirements may be issued a 
merchant mariner's document on 
which the restrictive endorsement is 
omitted: Provided, That he sur
renders for cancellation the original 
certificate or merchant mariner's 
document bearing the restrictive en
dorsement and that he is qualified in 
all other respects. 

(b ) Any qualified member of the 
engine department holding a cer
tificate or document endorsed "Unless 
sooner invalidated this certificate 
shall expire six months after the 
termination of the war" may not be 
engaged in the capacities indicated on 
his certificate or document on or after 
July 1, 1953, except that he may be 
continued in employment necessary 
for completion of the voyage which 
commenced prior to that date. 
(Sec. 13, 38 Stat. 1169, as amended, sec. 7. 
49 Stat. 1936, a.s amended; 46 U. S. C. 672, 
689. Interpret or app1y secs. 1, 2, 64 Stat-
1120; 46 u. S. C., note preceding sec. 1) 

Dat.ed: December 23, 1952. 
[SEAL) MERLIN O'NEil.L, 

Vice Admiral, U.S. Coast Guard, 
Commandant. 

(F. R. Doc. 52-13735; Filed, Dec. 30, 1952; 
8:56 a. m ., 17 F. R. 11882-12/ 31/ 52.) 

39 



Equipment Approved 
by the Commandant 

DEPARTMENT OF THE 
TREASURY 

United States Coast Guard 

[CGFR 52-45] 

(R. S. 4405, 4491, 54 SLnt. 164. 166, as 
amended; 46 U. s. C. 375, 489, 526e, 526p; 
46 CFR 25.4-1, 160.008) 

GAS MASKS, SELF-CONTAINED BREATHING 
APPARATUS, AND SUPPLIED-AIR RESPI
RATORS 

Approval No. 160.011/22/ 1, Type 
WUG-Nl Universal Gas Mask, Bu
reau of Mines Approval No. 1443, 
Willson Catalog No. 49, P. 50 manu
factured by Willson Products, Inc., 
Reading, Pa. (Supersedes Approval 
No. 160.011/ 22/ 0 published in the 
Federal Register dated July 31, 1947.) 

Approval No. 160.011/ 23/ 1, Type 
WUG-N2 Universal Gas Mask, Bu
reau of Mines Approval No. 1445, Will
son Catalog No. 49. P. 50, manufac
tured by Willson Products, Inc., Read
ing, Pa. (Supersedes Approval No. 
160.011/ 23/ 0 published in the Federal 
Register daLed J uly 31, 1947.) 

Approval No. 160.011/ 24/ 1, Type 
WIG-G4 Ammonia Gas Mask, Bureau 
of Mines Approval No. BM- 1425, Will
son Catalog No. 49, P. 54, manufac
tured by Willson Products. Inc., Read
ing, Pa. <Supersedes Approval No. 
160.011/ 24/ 0 published in the Federal 
Register dated July 31, 1947.) 
(R.S.4405,4417a,4426, 4491,49Stat. 1544, 
54 Stat. 1028, and sec. 5 (e), 55 Stat. 244, 
as amended; 46 U. s. c. 367, 375, S9la. 404, 
463a, 489, 50 U. S. C. 1275; 46 CF'R. 61.16, 
77.18, 95.17, 114.18, 160.011) 

WINCHES, LIFEBOAT 

Approval No. 160.015/ 62/ 0, Type 
B-135M lifeboat winch, approved for 
a maximum working load of 13,500 
pounds pull at the drums C6,750 
pounds per fall), Identified by general 
arrangement dwg. No. 2105-8 dated 
J anuary 28, 1952, manufactured by 
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Welin Davit and Boat Division of 
Continental Copper & Steel Industries, 
Inc .. Perth Amboy, N. J. 
(R. S. 4405, 4417a. 4426, 4488, 4491, 49 Stat. 
1544, 54 Stat. 346, and s ec. 5 (e), 55 Stat. 
244, 245. as runended; 46 u. s. C. 367, 375, 
391a, 404, 481, 489, 1333, 50 U. S. C. App. 
1275; 46 CFR 33.l<Hi, 59.3a, 60.21, 76.15a, 
94.14a, 160.015) 

SEA ANCUORS, LIFEBOAT 

Approval No. 160.019/ 11/ 0, Type 
JF lifeboat sea anchor, U. s. C. G . dwg. 
No. MMI-562 and specification dated 
November 1. 1943, revised August 24, 
1944, m anufactw·ed by Samuel F ass
man Co., 164 Liberty Avenue, Brook
lyn 12, N. Y. 
(R. s. 4405. 4417a, 4426, 4488, 4491, 49 Stat. 
1544, 54 Stat. 346, and sec. 5 (e ) . 55 Stat. 
244, as amended; 46 0. S. c. 367, 375, 391a , 
404, 481, 489, 1333, 50 U. S. C. App. 1275; 
46 CFR 38.15- 1, 33.16-5, 59.11, 76.14, 
160.019) 

LIFE FLOATS 

Approval No. 160.027/ 10/ 1, 7.0' x 
3.5' ClO" x 10" body section>. ellip
tical, solid balsa wood life float, 10-
person capacity, dwg. No. G-331. 
dated December 13, 1943, revised June 
5, 1952, manufactured by C. C. Gal
braith & Son, Inc., 99 Park Place, New 
York 7, N. Y. (Supersedes Approval 
No. 160.027/10/ 0 published in the 
Federal Register dated July 31, 1947.) 

Approval No. 160.027/ 11/ 1, 8 5' x 
4.0' Cll" x 11" body section), ellipti
cal. solid b.alsa wood life float, 15-per
son capacity, dwg. No. G-331, dated 
December 13, 1943, revised June 5, 
1952, manufactured by c. c. Galbraith 
& Son, Inc., 99 Park Place, New York 
7, N. Y. <Supersedes Approval No. 
160.027/ 11/ 0 published in the Federal 
Register dated July 31, 1947.) 

Approval No. 160.027/ 12/ 1, 9.0' x 
5.5' Cl2" x 12" body section>, ellipti
cal, solid b.alsa wood life float, 20-per
son capacity, dwg. No. G-331. dated 
December 13, 1943, revised June 5, 
1952. manufactured by c. C. Galbraith 
& Son, Inc., 99 P ark Place. New York 
7, N. Y. <Supersedes Approval No. 
160.027/ 12/ 0 published in the Federal 
Register dated July 31, 1947.) 

Approval No. 160.027/ 13/ 1, 10.0' x 
5.5' <12" x 12" body section) ellipti
cal, solid balsa wood life float' 25-per
son capacity, dwg. No. G- 33'i. dated 
December 13, 1943, revised June 5, 
1952, manufactured by c. c. Galbraith 
& Son, Inc., 99 Park Place, New York 
7, N. Y. <Supersedes Approval No. 
160.027/ 13/ 0 published in the Federal 
Register dated July 31, 1947.) 

Approval No. 160.027/ 14/ 1, 11.5' x 
7.0' <14" x 14" body section> ellipti
cal, solid b!"'lsa wood life float,' 40-per
son capacity, dwg. No. G-331, dated 
December 13, 1943, revised June 5, 
195:&. manufactured by C. C. Galbraith 
& Son, Inc., 99 Park Place, New York 

7, N. Y. <Supersedes Approval No. 
160.027/ 14/ 0 published in the Federal 
Register dated July 31, 1947.) 

Approval No. 160.027/ 15/ 1, 13.0' x 
8.5' 06" x 16" body section), ellipti
cal, solid balsa \vood life fioat, 60-per
son capacity, dwg. No. G- 331, dated 
December 13, 1943, revised June 5, 
1952, manufactured by c. C. Galbraith 
& Son, Inc., 99 Park Place, New York 
7, N. Y. <Supersedes Approval No. 
160.027/ 15/ 0 published In the Federal 
Register dated July 31, 1947.) 
(R. S. 4405, 4417a, 4426, 4481, 4488, 4491, 
sec. 11, 35 Stat. 428, 49 Stat. 1544, 54 Stat. 
346, and sec. 5 (e). 55 Stat. 244, as 
amended; 46 U. s. C. 367, 375, 391a, 404, 
474, 475, 481, 489, 1333, 50 U. S. C. App. 
1275; 46 CFR 160.027) 

DAVITS, LIFEBOATS 

Approval No. 160.032/ 109/ 1, tele
scopic gravity davit, type 'I'G-9.5, ap
proved for maximum working load of 
1,900 pounds per set <950 pounds per 
arm) . using one part falls, identified 
by arrangement dwg. No. 3237 dated 
May 26, 1950, and reviEed April 11, 
1952, manufactured by Welin Davit 
and Boat Division of Continental 
Copper & steel Industries, Inc., Perth 
Ambay, N. J . (Supersedes Approval 
No. 160.032/ 109/ 0 published in the 
Federal Register dated March 21, 
1951.) 
(R. S. 4405, 4417a, 4428, 4481, 4488, 4491, 
49 Stat. 1544, 54 Stat. 346, and sec. 5 ( e), 
55 S tat. 244. as amended: 46 U. S. c. 367, 
375. 391a, 4-04, 474. 481, 489, 1333, 50 u. s. c. 
1275; 46 CFR 160.032) 

MECHANICAL DISENQAQING APPARATUS, 
LUEBOAT 

Approval No. 160.033/ 4/ 1, Rottmer 
type size C releasing gear, approved 
for maximum working load of 18,300 
pounds per set <9,150 pounds per 
hook), identified by general arrange
ment dwg. No. 1498-5 dated January 
8, 1951, and revised June 9, 1952, man
ufactw·ed by C. C. Galbraith & son. 
Inc., 99 Park Place, New York 7, N. Y. 
<Supersedes Approval No. 160.003/ 410 
published in the F ederal Register 
dated July 31, 1947.) 

Approval No. 160.033/ 26/ 1, Rottmer 
type size 297 releasing gear, approved 
for maximum working load of 39,800 
pounds per set <19,900 pounds per 
hook), identified by assembly dwg. No. 
1895-10 dated November 22. 1948, 
manufactured by Welin Davit and 
Boat Division of Continental Copper 
& Steel Industries, Inc., P erth Amboy, 
N. J. <Supersedes Approval No. 
160.033/ 26/ 0 published in the Federal 
Register dated July 31, 1947. ) 

Approval No. 160.033/ 27/ 1, Rottmer 
type size 298 releasing gear. approved 
for maximum working load of 27,700 
pounds per set <13,850 pounds per 
hook>, identified by arrangement dwg. 
Nos. 3367-3 dated November 13, 1951, 
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and 3372-4 dated November 1. 1951, 
manufactured by Welin Davit and 
Boat Division of Continental Copper 
& Steel Industries, Inc., Perth Amboy, 
N. J. (Supersedes Approva1 No. 
160.033/ 27/ 0 published in the Federal" 
Registe_r dated July 31, 1947.) 

Approval No. 160.033/ 28/ 1, Rott
mer type 'size 299 releasing gear, ap
proved for maximum working load of 
15,720 pounds per set <7,860 pounds 
per hook), identified by arrangement 
dwg. No. 3372-6 dated December 11, 
1951, manufactured by Welin Davit 
& Boat Division of Continental Cop
per & Steel Industries, Inc., P erth 
Amboy, N. J. <Supersedes Approval 
No. 160.033/ 28/ 0 published in the 
Federal Register dated July 31, 1947.) 

Approval No. 160.033/ 39/ 1, . Rott
mer type S-1 releasing gear, approved 
for maximum working load of 21,300 
pounds per set <10,650 pounds per 
h ook), identified by hoist gear as
sembly dwg. No. M-115-1 dated Oc
tober 25, 1949, and revised June 6, 
1952, manufactured by Marine Safety 
Equipment Corp., Point Pleasant, 
N. J. <Supersedes Approval No. 160.-
033/ 39/ 0 published in the · Federal 
Register dated May 10, 1950.) 

Approval No. 160.033/ 44/ 0, type T-
9.5 releasing gear, approved for maxi
mum working load of 1,900 pounds 
per set <950 pounds per hook), identi
fied by hoist and release gear dwg. No. 
3237-2 dated June 8, 1950, and revised 
July 14, 1950, for use on all vessels 
other than ocean and coastwise, man
ufactured by Welin Davit and Boat 
Division of Continen.tal Copper & 
steel Industries, Inc., Perth Amboy, 
:\. J . 

R . S . 4405, 4417a, 4426, 4488, 4491, 49 
Stat.1544, 54 Stat. 346, and sec. 5 (c). 55 
Stat. 244, as amended; 46 U. s. C. 367, 375, 
:::Sla, 404, 481, 489, 1333, 50 U. S. C. App. 
1275; 46 CFR 33.10-15, 33.10-20, 59.68, 
- 6.62, 94.59, 160.033) 

LIFEBOATS 

Approval No. 160.035/ 26/ 1, 26.0' x 
:..75' x 3.75' steel oar-propelled life
::oat, 50-person capacity, identified by 
-general arrangement dwg. No. G-2650 
eated April 2, 1952, and revised June 
!3. 1952, manufactured by C. C. Gal
.:raith & Son, Inc., 99 Park Place, New 
:.-ork 7, N. Y. <Supersedes Approval 
~o. 160.035/ 26/ 0 published in th"' 
~1!deral Register dated July 31, 1947.> 

Approval No. 160.035/ 194/ 2, 35 0' x 
-~33' x 5.25' steel hand-propelled 
.-:eboat, 135-person capacity, identi
!m by construction and arrangement 
::::-rg. No. 1871 dated April 9, 1952, 
:.anufactured by Welin Davit and 
3oat Division of Continental Copper 
... Steel Industries, Inc., Perth Amboy, 
::-. J. <Supersedes Approval No. 160.
:'::5 194/ 1 published in the F ederal 
?egister dated October 29, 1948.) 

l!.pproval No. 160.035/213/ 1, 12.0' x 
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4.4' x 1.9' steel oar-propelled lifeboat, 
6-person capacity, identified by gen
eral arrangement dwg. No. G-1206-S 
dated April 25, 1952, manufactured 
by C. C. Galbraith & Son. Inc., 99 Park 
Place, New York 7, N. Y. <Super
sedes Approval No. 160.035/ 213/ 0 
published in the Federal Register 
dated April l , 1948.) 

Approval No. 160.035/ 236/ 0, 16.0' x 
5.8' x 2.42' s teel oar-propelled l'fe
boat, 13-person capacity, identified by 
general arrangement dwg. No. G-1613 
dated April 28, 1952, manufactured 
by C. C. Galbraith & Son, Inc., 99 Park 
Place, New York 7, N. Y. ' 

Approval No. 160.035/ 285/ 0, 18.0' x 
5.75' x 2.42' aluminum oar-propelled 
lifeboat, 16-person capacity, identi
fied by construction and arrarigem 0 n t 
dwg. No. 18-4 dated October 24, 1951, 
and revised June 6, 1952, manufac
tured by Marine Safety M.::quipment 
Corp., Point Pleasant, N. J. 

Approval No. 160.035/ 288/ 0, 26 O' x 
9.0' x 3.83' steel, oar-propelled life
boat, 53 -person capacity, identifiedi 
by general arrangement and con
struction dwg, No. 49R-2658 dated 
January 15, 1952, and revised July 14, 
1952, manufactured by Lane Lifeboat 
& Davitt Corp., 8920 Twenty-sixth 
Avenue, Brooklyn 14, N. Y. 
(R. S. 4405, 4417a, 4426·, 4481, 4488, 4491, 
4492, 35 Stat. 428, 49 Stat. 1544, 54 Stat. 
346, and sec 5 (el. 55 S tat. 244, as 
amended: 46 u. s. c. 367, 375, 39la, 396. 
404, 474, 481, 489. 490, 1333, 50 U. $. C. 
App. 1275; 46 CFR 33.01-5, 59.13, 76.16, 
94.15, 113.10, 160.035) 

Kl TS, F , RST- AID 

Approval No. 160.041/ 4/ 0, First-aid 
Kit, Model No. H-24, dwg. No. H-24-

K revised July 11, 1952, submitted by 
A. E. Halperin Co .. Inc., 75-87 North
hampton Street. Boston 18, Mass. 
(R. S . 4405, 4417a, 4488, 4491, 49 Stat. 1544, 
54 Stat. 346, 55 Stat . 244, as amended; 46 
u. s. c . 367. 375, 39la. 481, 489, 1333, 50 
U. $. C. App. 1275; 46 CFR 160.041) 

VALVES, SAFETY 

Approval No. 162.001/ 5/ 1, Style 
HRC-MS-1 carbon steel body pop 
safety valve, 350 p. s. i. maximum 
pressure, 450 ° F . maximum tempera
ture, dwg. No. B-33675 dated Aug. 22, 
1941, and G-33675 dated July 16, 1952, 
approved for sizes 2", 2 Y:! 11

, 3" 3 Y2" 
and 4", manufactured by the Crosby 
Steam Gage & Valve Co., 43 K endrick 
Street,' Wrentham, Mass. <Super
sedes Approval No. 162.001/ 5/ 0 pub
lished in the Federal Register dated 
July 31, 1947. ) · 

Approval No. 162.001/ 6/ 1, Style 
HRD- MS- 2 carbon steel body pop 
safety valve, 450 p. s. !. maximum 
pressure, 650° F. maximum tempera
ture, dwg. No. B-33676 dated July 18, 
1952, and G-33676 dated July 18, 1952, 
approved for sizes 1% 11

, 2", 2 Y2 " , 3" , 
3 Y:!" and 411

, manufactured by the 
Crosby Steam Gage & Valve Co., 43 
Kendrick Street, Wrentham, Mass. 
<Supersedes Approval No. 162.001/ 6/ 0 
published in the Federal Register 
dated July 31, 1947.) 

Approval No. 162.001/ 7/ 1, Style 
HRD-MS-3 carbon steel body pop 
safety valve, 500 p. s. i. maximum 
pressure, 650° F. maximum tempera
ture, dwg. No. B-33677 dated July 18, 
1952, and G-33677 dated July 18, 1952, 
approved for sizes 1 Y2", and 2", 
manufactured by the Crosby Steam 

CHROMIC ACID 
CHROMIUM TRIOXIDE 

DANGER! CONTACT WITH COMBUSTIBLE MATERIAL 
MAY CAUSE FIRE 

MAY CAUSE BURNS OR EXTERNAL ULCERS 

Keep container closed. 

Avoid contact with skin .and oeyes. 

Avoid breathing dust or mist from solutions. 

In case of contact, immediately flush skin or eyes with plenty 
of water for at least 1 S minutes; for eyes, get medical 
attention . Wash clothing b.efore re-use. 

Use fresh clothing daily. Take hot shower after work using 
plenty of soap. 
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Oage & Valve Co., 43 Kendrick Street, 
Wrentham. Mass. <Supersedes Ap
proval No. 162.001/ 7/ 0 published in 
the Federal R egister dated July 31, 
1947. ) 

Approval No. 162.001/ 8/1, Style 
HRSA-MS-.3 carbon steel body pop 
safet,y valve, 500 p. s. i. maximum 
pressure, 750° F. maximum tempera
ture, dwg. No. D-33678, dated July 16, 
1952, and G-33678 dated July 16, 1952, 
approved for sizes 1 % '• and 2'', manu
factured by the Crosby Steam Gage & 
Valve Co., 43 K endrick Street, Wren
tham, Mass. <Supersedes Approval 
No. 162.001/ 8/ 0 published in the Fed
eral Register dated July 31, 1947.> 

Approval No. 162.001/ 53/ 1, Type 
38SV alloy steel pop safety valve, 1,500 
p. s. i. maximum pressure, 1050 • F. 
m aximum temperature, dwg. Nos. 
B31432-2, Alt. 2 dated May 9, 1952, 
and C32258-l unda ted, approved for 
sizes 1 %", 2", 2 %", 3" and 4", man
ufactured by Foster Engineering Co .. 
835 Lehigh Avenue, Union, New 
J ersey. <Supersedes Approval No. 
162.001/ 53/ 0 published in the Federal 
Register dated July 31, 1947.> 

Approval No. 162.001/56/ 1, Type 
1451 Consolidated bronze body pop 
safety valve, 300 p. s. i. maximum 
pressure, 450° F. maximum tempera
ture, dwg. No. 3VL953 dated July 28, 
1952, approved for 2% " size, manu
factured by Manning, Maxwell & 
Moore, Inc .. Stratford. Conn. (Sup
ersedes Approval No. 162.001/ 56/ 0 
published in the Federal Register 
dated July 31, 1947.> 

Approval No. 162.001/ 60/ l, Type 
1426 Consolidated duplex carbon steel 
body pop safety valve, 300 p. s. i. m axi
mum pressure for sizes 3" and 4", 
and 600 p. s. i. maximum pressure for 
sizes 2" and 2 1/2 ", 650° F. maximum 
temperature. dwg. No. 3VK953 dated 
June 13, 1952, approved for sizes 2". 
2%", 3" and 4", manufactured by 
Manning, Maxwell & Moore, Inc., 
Stratford, Conn. <Supersedes Appro
val No. 162.001/ 60/ 0 published in the 
Federal Register dated July 31, 1947.> 
(R. S. 4405, 4417n, 4418, 4426, 44SS, 4491, 
49 Stnt. 1544, 54 Stat. 346. a n d sec. 5 (e), 
55 Stat. 244, 245, as amended; 46 U. S. C. 
367, 375, S91n, 392, 404. 411, 469, 1333, 50 
U. S. C. App. 1276; 46 CFR 62.65) 

BOILERS, HEATING 

Approval No. 162.003/ 2111, Model 
MSCH, Size 28-260, waste heat boiler. 
h eat recovery silencer type, fitted With 
spark arrester. steel construction, 
dwg. Nos. B-476A revised July 24, 
1952, and B-743 revised J uly 24, 1952, 
maximum design pressure 30 p. s. 1., 
approval limited to bare boiler, manu
factured by the Maxim Silencer Co., 
Hartford, Conn. <Supersedes Ap
proval No. 162.003/ 21/ 0 published in 
the Federal Register dated July 31, 
1947.) 
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Approval No. 162.003126/ 1, Model 
400 hot water heating boiler, forced 
circulation coil type, dwg. No. L-33, 
dated July 17. 1952, maximum design 
pressure 30 p, s. i., approval limited to 
bare boiler, manufactured by Pre
ferred Utllltles Mfg. Corp., 1860 
Broadway, New York 23, N. Y. <Su
persedes Approval No. 162.003/ 26/ 0 
published in the Federal Register 
dated July 31, 1947.) 

Approval No. 162.003/ 27/ 1, Model 
BOOT hot water heating boiler, forced 
circula tion coil type, dwg. No. L-.33. 
dated July 17, 1952, maximum design 
pressure 30 p. s . i., approval limited to 
bare boiler, manufactured by Pre
ferred Utilities Mfg. Corp., 1860 
Broadway, New York 23, N. Y. <Su
persedes Approval No. 162.003/ 27/ 0 
published in the Federal Register 
dated July 31, 1947. 
(R. S. 4405, 4417a, 4418, 4426. 44SS, 4434. 
4491, 49 Sta t. 1544, 54 Stat. 346. and sec. 5 
(e), 55 Sta t . 244, 245, a s amended; 46 
U. s. c . 367, 376, 391a, 392, 404, 411, 412, 
499, 1333, 50 U. S . C. App. 1275; 46 CFR 
Part 52) 

FIRE EXTINGUISHERS. PORTABLE, HAND, 
CARBON-TETRACHLORIDE 'J:YPE 

Approval No. 162.00412111, Oeneral 
Quick Aid Fire Guard Model 85 HD. 
1-quart carbon-tetrachloride type 
hand portable fire extinguisher, as
sembly dwg. No. BT-185-XJ, Rev. B 
dated January 21, 1952, name plate 
d wg. No. AT-185- lD dated March 3, 
1952, no revision, manUfactured by 
the Oeneral Detroit Corp., 2272 East 
Jetferson Avenue, Detroit 7, Mich. 
<Supersedes Approval No. 162.004/ 
21/ 0 published in the Federal Register 
dated July 31, 1947.) 

Approval No. 162.004/ 22/ 1, General 
Quick Aid F ire Guard Model 95 HD, 
1 Y2-QUart carbon-tetrachloride type 
hand portable fire extinguisher, as
sembly dwg. No. BT-195-XJ, dated 
March 28, 1952, no revision, name 
plate dwg. No. AT-195-10, dated 
March 3, 1952, no revision, manufac
tured by the General Detroit Corp., 
2272 East Jeft'erson Avenue, Dekoit 7, 
Mich. <Supersedes Approval No. 162.-
004/ 22/ 0 published in the Federal 
Register dated J uly 31, 1947.> 

Approval No. 162.004/ 23/ 2, General 
Quick Aid Fire Guard Model 85 HD, 
1-quart carbon- tetrachloride type 
hand portable fire extinguisher, as
sembly dwg. No. BT - 185-XJ, Rev. B 
dated January 21, 1952, name plate 
dwg. No. AT-185- 10, daled March 3, 
1952, no revision, manufactured by 
the General Pacific Corp., 1501 East 
Washington Boulevard, Los Angeles 
21, Calif. <Supersedes Approval No. 
162.004/ 23/ 1 published in the Federal 
Register dated October 2, 1948.> 

Approval No. 162.004/ 54/ 0, General 
Quick Aid Fire Gua1:d Model 95 HD, 

1 ¥.!-quart carbon-tetrachloride type 
hand portable fire extinguisher, as
sembly dwg. No. BT-195-XJ, dated 
March 28, 1952, no revision, name 
plate dwg. No. AT-195-ID, dated 

·March 3, 1952, no revision, manufac
tured by the General Pacific;. Corp., 
1501 East Washington Boulevard, Los 
Angeles 21, Calif. 

Approval No. 162.004/ 65/ 0 Badger's 
CTC <Symbol PY), 1-quart carbon
tetrachloride type hand portable fl.re 
extinguisher, assembly dwg. No. B-
15791 dated June 17, 1949, no revision, 
name plate dwg. No. A-16174, Rev. 4 
dated J anuary 8, 1952, manufactured 
for Badger Fire Extinguisher Co., 626 
Somerville Avenue, Somerville 43, 
Mass., by the PYrene Manufacturing 
Co., 560 Belmont Avenue, Newark 8, 
N.J. 

Approval No. 162.004/ 66/ 0, Badger's 
CTC <Symbol PY>, 1 %-qt. carbon
tetrachloride type hand portable fire 
extinguisher, assembly dwg. No. B-
16164 dated November 22, 1950. no 
revision, name plate dwg. No. A-16237, 
Rev. 4 dated January 8, 1952, manu
factured for Badger Fire Extinguisher 
Co., 626 Somerville Avenue, Somer
ville 43, Mass., by the Pyrene Manu
facturing Co., 560 Belmont Avenue, 
Newark 8, N. J. 
· Approval No. 162.004/ 67/ 0, Oorham 
<Symbol PY> 1-qt. carbon-tetracho
ride type hand portable fire extin
guisher, assembly dwg. No. B-15791 
dated June 17, 1949, no revision, name 
plate dwg. No. A-15759, Rev. No. 6 
dated January 5, 1952. manufactured 
for Gorham Fire Equipment Co., 30 
India Wharf. Boston, Mass., by the 
Pyrene Manufacturing Co., 560 Bel
mont Avenue, Newark 8, N. J. 

Approval No. 162.004/ 68/ 0, Gorham 
<Symbol PY>, 1% -quart carbon-tet
rachloride type hand portable fire ex
tinguisher, assembly dwg. No. B-16164. 
dated November 22, 1950, no revision, 
name plate dwg. No. A-15760. Rev. 
No. 6 dated January 5, 1952, manu
factured for Gorham Fire Equipment 
Co., 30 India. Wharf, Boston, Mass., 
by the Pyrene"Manufacturing Co., 56() 
Belmont Avenue, Newark 8, N. J. 

Approval No. 162.004/ 69/ 0, Kidde 
VL No. 6 (Symbol PY>. 1-qt. carbon
tetrachloride type hand portable fire 
extinguisher, assembly dwg. No. B-
15791 dated J une 17, 1949, no revision. 
name plate dwg. No. A- 16158, Rev. No. 
3 dated July 17, 1951, manufactured 
for Walter Kidde & Co., Inc., Belleville 
9, N. J., by the Pyrene Manufacturing 
Co., 560 Belmont Avenue, Newark 8, 
N.J. 

Approval No. 162.004/ 70/ 0, Kidde 
VL No. 5 <Symbol PY>, 1 ¥.z-quart car
bon-tetrachloride type hand portable 
fire extinguisher, assembly dwg. No. 
B-16164 dated November 22, 1950, no 
revision, name plate dwg. No. A- 16159, 
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E .. v. No. 3 dated July 16, 1951, manu
• .:..ctured for Walter Kidde & co., Inc., 
3elleville 9, N. J., by the Pyrene Man
-:acturing Co., 560 Belmont Avenue, 
~~ark 8, N. J. 
~ s. 4406, 4417a, 4426, 4479, 4491, 4492, 

Stat. 1544, 54 Stat. 165, 166, 346, 1028, 
-d sec. 5 (e ), 55 Stat. 244, as amended; 
~ U. S. C. 367, 875, 391a, 404, 463a, 472, 

490, 626g, 1126p, 1333, 60 u. s. c. 1275; 
CPR 26.5--1, 26.3-1, 27.3-1, 34.25--1, 61.18, 

- •3. 95.13, 114.15) 

Dated: October 2, 1952. 
.SEAL ] A. C. RICHMOND, 

?.b!.r Admiral, U. S. Coast Guard, 
Acttng Coniman4ant. 

]i R. Doo. 62-11030; Filed, Oct. 10, 1952; 
8·52 a. m .. 17 F. R. 9080-10/ 11/ 52.) 

FUSIBLE PLUGS 
The regulations prescribed in Sub-

--t 162.014, Subchapter Q, Speciftca
.uns, require that manufacturers 
-bmit samples from each heat of 
... 1ble plugs for test prior to plugs 

c....nufactured from the heat being 
,ied on vessels subject to inspection 

the C'oast Guard. A list of ap
- ·'Oved heats which have been tested 
;...:d found acceptable during the pe-

:xi from November 15 to December 
• ~ 1952, is as follows: 

':he Lunkenhetmer Co., P. 0. Box 
3 Annex Station, Cincinnati 14, 

"'"'~o. Heat Nos. 442 and 443. 
JI. Greenberg's Sons, 765 Folsom 

-· San Francisco 7, Calif. Heat No. 

OF SHIPS' STORES 
AND SUPPLIES 

Articles of ships• stores and sup
-es certiftcated and recertificated 
~ November 26 to December 29, 

·"52, inclusive, for use on board ves
. ...s m accordance with the provisions 
•Part 147 of the regulations govern

- "Explosives or Othe1· Dangerous 
u'ticles on Board Vessels" are as fol -

CERTIFIED 

.:.CetroPolitan Refining Co., Inc., 50-
Twenty Third St., Long Island City 

• N. Y. Certificate No. 362, dated 
::J.cember 2, 1952. "LIQUID SLUDG-

"ational Aluminate Corp., 6216 
est 66th Place, Chica.go 38, Ill. Cer
~te No. 363, dated December 19, 

"52, "NALCO SRr-155." 

NUMBERS IN 

A CCORDANCE WITH SECTION 147.03-7 

Elraco Engineering Co., 14th and 
~den Streets, Hoboken, N. J . Cer 
:>...!Cate No. 264, dated December 3. 
::.A52. "ELRACO DEGREASER." 

rebruory 1953 
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Merchant Marine Personnel Statistics 

MERCHANT MARINE OFFI
CER LICENSES ISSUED 

DECK 
October 1952 

Grade I Orlginol Renewal 

llfL<.1cr: 
Ocean .................... . 
Coastwlse .... .......... .. 
Great Lakes • .. •..••••• 
Jl. S. & L.. .. .. 
Riwn;... • ..••.. 

Radio ofliC'<'r licenses lssu~d ... 
Chief mute : 

Ocean .. ................ . 
Coas1wL50 .................... . 

J\fate: 
01"Mt Lakt•s.. . . • 
J3. s. & r. .... ' ......... . 
Rivers _-- ------------- .. .... .. 

Second mate: 
Ocean .................... . 
Coastwise................ •• 

Third mntc: 

30 
I 
3 
5 
() 

43 

16 

" .............. .. 
2 
3 

m 

181 
14 
s 

(;I 
JO 

29 
I 

7 
la 

~2 
l 

OllmHI . . . . • • .... . • • .. . . 34 t2 
Coa.stwise .. .............. .................. .. . 

Pilots: 
Great Lakes ...................... . 
D. S.&L... . ........... n 
l<ivers.. ....... ..... • . 50 

)laster: Ur1i11spcclcd vcs~b .• ······-··
i\late: t' ni.nspected vessels.... 2 

i 
161 
49 

5 
I 

Total ................... ==3=61=,_=6=18 
Grand Lolul . . ••••••••• 

ENGINEER 
Ornde Or!ltlnal ncnewnl 

STKAlol 

Chief enginoor: 
{j nlimited. . . . . . . . . . . . • • . . 3S 
Limited................... S 

First assistant engineer: 
U nlimited.... ............ 26 
Limited·-···............. 2 

Second as.•istant cngin~~r: 
lJnlirnitcd................ 39 
Limited ............................ . 

Third assistant engineer: 
Unlimited................ 30 
Limited ..••.•.•.••. ••..•.••.•. 

)IO"l'OR 

Chier cnginC-Or: 
Unlimited ............... . 
Limited . ..•.....•....••... 

x 
2J 

First assis1.aut c11gi 11c,' r : 
Unli mited. ..... ... • ••••••••.•••• 
Limited · - ········· I 

Second assistant engineer: 
Unlimited ............... . 
Limited._ •••••••.•••••••• 

Third assist.ant cngin~-cr: 
Unli mi ted •••.•••••••••. 
Limited .................. . 

ewer engineer: 1Jninspecte<I 
vessels •••••••••••••••••••.•• 

Assistant engineer: lJnin
spected vessels •.••••••••••. -

6 
2 

7 

160 
iG 

41 
6 

L9 
I 

65 

44 
49 

0 
3 

57 

-----
Toi.al ••••••• 201 006 

Grand total............. 7G7 

INVESTIGATING UNITS 
Coast Guard Merchant Marine In

vestigating Units and Merchant Ma
rine Details investigated a total of 892 
cases during the month of October 

ORIGINAL SEAMEN'S 
DOCUMENTS ISSUE 

October 1952 

I ~ I . I - IE!'.! 
8 ~ g ,3! 

T)•po or document 

< c c. c :... i : Ii 1~i , i 
---------1-- ---- ---

StafT officer................. 35 2 29 67 
('ontinuous discharge book_ .... 9 II 
M erchant mnriner's docu· 
mcot~ . •••••••••••••.••.• 895 226 592 i14 2, i27 

AD any wat.on; unl im ited . . SI 24 6.1 9 167 
AB any wnt.ns, 12 months . 82 18 40 46 186 
All Orcat Lakes, IS months. 2 ..•• .... 1:i If> 
All tugs and towboats, any 

waters .................. •..• .••• •••. . O 
AU bays and sounds'······ 1 •.•• .. ···- 1 
A TI Scagoinr: barges • • • • • • .. . 0 
Lifohonf1111111 ......•........ 217 31 153 oG 4~7 
Q . M. F.. D ................ 145 39 83 SY :1511 
Cert!Ocatc or service ... ..... 8~ 221 581 074 2, 34 l 
'l'ankcrman. .•••••••••••••• 10 15 5 29 59 

1 12 months, vessels 500 gross tons or under, not 
carrying passengers. 

NoTE.-The last 11 categories indicate nmnher or 
endorsements rnndo on United Stutes merchant 
mariner':.; documents. 

WAIVER OF MANNING 
REQUIREMENTS 

~ ~ ~1 e ;;; ~I ; <> g ~ 
\\'airnn; " 8 ;; () -

§ .;: - -
c5 0 ~ 1 .s e ~ o 

< i:.. 0 ~ 

- - - -
Deck offioon; substituted for 
bi~b~r nilings • • • • •.• • •• • 5 

1':r11;111<'<'r offioorssu hstitut.cd 
tor h lg her ratini:s ....... : •• 1 3 2 6 

0. S. for A. D............... 4 1 6 L2 23 
Wiper or oon!pllSS(lrS for Q . 

JI!. F.. J) _· ·····-········-· 2 7 13 23 

'l'of.t>I woivcrs.. .....• 10 2 17 28 57 --,---Nu m her or ''csscts.... •• . ••. • 8 2 14 16 40 

NOTE.- Il1 addition, individual waivers wuro 
granted f<l p crUlit the Onl.[>IOylUOOt or :10 alJlu OOllUIQI\ 
ftol<I i ng cortiflet,tos for "llny wnters- Cl months" lu 
oxccss of the 25 percent authorized by statute. 

1952. From this number, hearings be
fore Examiners resulted involving 18 
officers and 88 unlicensed men. In the 
case of officers, no license was revoked, 
three were suspended without pro
bation, four were suspended with pro
bation granted, two licenses were 
voluntarily surrendered, seven cases 
were dismissed after hearing, and no 
bearings were closed with an admoni
tion. Of the unlicensed personnel, 16 
certificates were revoked, 25 were sus
pended without probation. 36 were 
suspended with probation granted, 14 
certificates were voluntarily surren
dered, three bearings were closed with 
admonitions, a nd four cases were 
dismissed after hearing. 
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STOP OIL POLLUTION 

?!!::*fi .• • ·~ •. ·• 

DISCHARGE OF OIL IN COASTAL WATERS IS ILLEGAL 
AND PUNISHABLE 

(TITLE 33 U. S. C. SEC. 432-437) 

·. 


