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PROPOSED RULEMAKING 
ESTABLISHMENT OF FEES FOR LICENSING AND RELATED ACTIVITIES UNDER NAVIGATION AND VESSEL INSPECTION LAWS, RULES, 

AND REGULATIONS 

Pursuant to the provisions of TiLle 
V of the Independent Offices Appro
priation AcL, 1952 <65 Stat. 290, 5 
U. S. C. 140), the Commandant, 
United StaLes Coast Guard, is con
sidering the establishment of a sched
ule of fees for processing applications 
or requests for certain permits, cer
tificates, or other documents issued 
in accordance with navigation and 
vessel inspection laws. rules, and l'egu
laLions which are administered or en
forced by the United States Coast 
Guard. 

A notice to this effect was published 
in the Federal Register of March 2, 
1954, and is brought to your attention 
here, in view of Its general interest 
and applicability. 

Certain provisions of Title V of the 
Independent Omces Appropl'iation 
Act of 1952 <65 StaL. 290, 5 U. S. C. 
140> read as follows: 

It ls the sense o! the Congress thnt any 
work, service , publication. reporL, docu
ment. benefit, prlvilege. authority. use. 
franchise, license, perm!L, certificate. 
registration. or similar thing of value or 
utUlty performed, furnished. provided, 
granted. prepared. or Issued by any Fed
ernl agency (Including wholly owned 
Government corporations as defined In 
the Government Corporntlon Control Act 
of 1945) to or tor any person (Including 
Houps, associations, organizations. part
nerships, corporations, or businesses), 
except those engaged ln the trnnsncuon 
or official business of the Government. 
shall be seU-sustninlng to the full extent 
possible, and the head o! each Federal 
agency is authorized by regulation (which 
In the case or llgencles In the executive 
branch. shall be as unUorm as practicable 
and subject tO such policies as the Presl
den t may prescribe) to prescribe therefor 
such !ee, charge. or price, if any, as he 
shall determine, in case none exists, or 
redetermine In case o! an existing one, 
to be fair and equitable ta.Jtlng intO con
sideration direct and Indirect cost to the 
Government, value to the recipient. public 
policy or In t.crest servecl, and other per
tinent facts. and any amount so deter
mined or redetermined shall be collected 
and paid Into Lbe 'D'easury as m.lscellane
ous receipts: Provided. Tbut nothing con
ta.lned In this section shall repcnl or 
modify exlsLlug statutes prohibiting the 
collection. !ilClng the amou nt, or directing 
the disposition of any tee. charge, or price: 
PToviclecL /1irther, That nothing contained 
1n this section shall repeul or modify 
existing statutes prescribing buses fo r 
calculation of any fee, charge or price. 
but this proviso shall not restrict the 
redetermination or recalculution In ac
cordance with the prescribed bases of the 
amount or any such fee, charge or price. 

The Bureau of the Budget, on be
half of the President, has issued a 
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Circular No. A-25 relating to "fees for 
licensing, registration, and related 
activities" which sets out, in some 
detail, uniform standards to be ap
plied by the Departments and Agen
cies of the GovernmenL in establishing 
fees to be charged. The United States 
Coast Guard has conducted a survey 
to determine fees and cha.rges which 
should be imposed and collected to 
meet the intent of Congress expressed 
in Title V of the Independent Omces 
Appropriation Act, 1952 <see par. 3 
above), that certain services, author
ities, licenses. and other things of 
value, as specified in this act, which 
may be furnished, provided, granLed, 
prepared, or issued by the United 
States Coast Guard to or for any per
son or company or corporation or 
organization, shall be self-sustaining 
to the fullest extent possible. 

It is proposed to add regulations to 
33 CFR ParL 1 and 46 CFR Part 1 to 
provide for the imposition and col
lection of the fees for processing ap
plications for items listed in 
paragraphs 6 to 13, Inclusive, below, 
which are quoted from the Federal 
Register of March 2, 1954. The 
regulations relating to the transac
tions affected are cited in the list and 
such regulations may be amended to 
include an appropriate reference to 
the new regulations should the latter 
sections be added as proposed: 

"6. Permit to establish and operate 
a private aid to navigation. including 
those on a bridge or a dam <33 CFR 
Parts 66 and 68). The fee for each 
permit is to be $15. 

"7. Permit to load or unload class 
A explosives at a waterfront facility, 
including use of barges used In con
junction therewith when necessary 
for the transfer from the common 
carrier to the facility or vice versa C33 
CFR 126.17>. The fee for each permit 
is to be $15. 

''8. Merchant marine certificates or 
documents. The fee to obtain certain 
documents ls to be as follows: 

"a. Duplicate c.erLificate of registry 
as sta!f officer C46 CFR 10.25-7 <l> > : 
$1.50. 

" b. DuplicaLe continuous discharge 
book <45 CFR 12.02-23 <b>): $1.50. 

"c. Duplicate merchant mariner's 
document <46 CFR 12.02-23 (b)) : 
$1.50. 

"d. Duplicate certificate of dis
charge <46 CFR 12.02-23 <bl> : $0.35 
for the first copy and $0.10 for each 
additional copy requested at the same 
time. 

'·e. Transcript of service <46 CFR 
154 07) : $0.25 for each entry. 
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"9. Permit for a vessel <other than 
a barge used incident to loading the 
common carrier which makes final 
delivery to ports of consignment> to 
load class A explosives <46 CFR 
146.20-85>. The fee for each permit 
Is to vary according to amount of class 
A explosives as follows: 

"a. 100 Lons or under: $15. 
"b. Over 100 tons but not exceeding 

500 tons: $25. 
"c. Over 500 tons but not exceeding 

1,500 tons: $35. 
"d. Over 1,500 tons: $45. 
"10. Certificate of approval of ar

ticle of ships' stores, exclusive of cost 
of required tests (46 CFR 14.7.01-4). 
The fee for each certificate is to be 
$10. This certificate may be renewed 
without charge if there is no change 
In the product. 

"11. Certification or acceptance of 
an item of equipment or material as 
authori.Zed for use on vessels In ac
cordance with law or rules and regu
lations in 46 CFR Chapter I. In those 
instances where charges based on 
actual costs have been made for tests 
and examinations conducted by Gov
ernment agencies or commercial or
ganizations at the request of the Coast 
Guard, such charges will continue in 
addition to the fees indicated below. 
The fee to obtain each certification or 
acceptance is to be as follows: 

"a. Appliances. liquefied compres
sed gas consuming <petroleum> C46 
CFR 162.018) : $32. 

"b. Boilers. auxiliary, automati
cally controlled, packaged, for mer
chant vessels <46 CFR 162.026): $282. 

"c. Boilers, heating C46 CFR 52.01-
15> : $146. 

"d. Bulkhead panels C46 CFR 
164.008) : $42. 

''e. Buoyant apparatus C46 CFR 
160.010) : $90. 

''f. Buoyant cushions, kapok, stan
dard C46 CFR 160.007>: $25. 

"g. Buoyant cushions, nonstandard 
<46 CFR 160.008) : $25. 

"h. Buoys, life, ring, cork or balsa 
wood, for merchant vessels and 
motorboats <46 CFR 160.009) : $45. 

''i. compasses, lifeboat C46 CFR 
75.20-15 <e> > : $50. 

..j. Containers, emergency provi
sions <46 CFR 33.15-1, 75.20-15, 
75.20-20. 95.20-15, 94.20-20) : $43. 

"k. Containers, wate1· (46 CFR 
160.026) : $43. 

·•1. Davits, gravity type C46 CFR 
160.032) : $258. 

" m. Davits, quadrantal or sheath 
screw type <46 CFR 160.032) : $198. 

"n. Deck coverings C46 CFR 164.-
006> : $42. Co11tinued on pugc 86 
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VOYAGE DESCRIPTIONS IN .SHIPPING ARTICLES 
The use of ambiguous language or 

language of insufficient cla.rity in the 
voyage description of shipping articles 
frequently creates a difficult problem 
in determining the rights of the par
ties under the agreement. Ordinarily 
the problem involves one of two 
questions: 

(1) Whether a proposed voyage 
is authorized by the agreement. 

(2) Whether or not the obliga
tions of the contract have been satis
fied. 
The questions are equally important 
as it has been held by the courts that 
shipping articles which are so vague 
that they are not informative are void 
<Newton v. Gulf Oil Corporation, 180 
Fed. 2d.491, cert. denied 340 U.S. 814). 

It is required under the provisions 
of R. s. 4511 (46 U. S. c. 564> that 
shipping articles of every vessel bound 
from a port in the United States to 
any foreign port (other than vessels 
engaged in trade between the United 
States and the British North Ameri
can possessions, or the West Indies, 
or the Republic of Mexico>, or any 
vessel of the burden of 75 tons or up
ward bound from a port on the Atlan
tic to a port on the Pacific, or vice 
versa, contain the following par
ticulars: 

First. The nature and, as far as prac
ticable, the duration of t he intended voy
age or engagement. and the port or 
country at which the voyage iS' to 
terminate. 

Second. The number and description 
-0f the crew, specifying their respect! ve 
·employment. 

Third. The time at which each seaman 
is to be on board to begin work. 

Fourth. The capacity ·1n which each 
seaman Is to serve. 

Fifth. The amount of wages which each 
seaman is to receive. 

Sixth. A scale of the provisions which 
are to be furnished to each seaman. 

Seventh. Any regulations as to conduct 
on board, and as to fines, short allow
ances of provisions, or other lawful pun
ishments tor misconduct, which may be 
sanctioned by Congress or are authorized 
by the Secretary of commerce (now the 
Commandant of t he Coast Guard) not 
contrary to or not otherwise provided for 
by law, which the parties agree to adopt. 

Eighth. Any stipulations In reference 
to advances and allotment of wages, or 
other matters not contrary to law. 

Under the first clause of this statute, 
the shipping articles must show the 
"nature and, as fa.r as practicable, the 
duration of the intended voyage or 
engagement, and the port or country 
at which the voyage is to terminate." 
Thus, whether or not the language 
used in the voyage' description is in 
compliance with the provision of the 
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statute with respect to the "nature" 
of the voyage or engagement is criti
cal in determining the validity of 
shipping articles. 

No particular period is established 
by statute insofar as the "duration" 
of the intended voyage or engagement 
is concerned. However, with the ex
ception of a vessel assigned to "shut
tle" service between foreign ports, it 
is generally possible to prevent the 
expiration of shipping articles prior 
to the completion of the voyage by 
their being drawn up for a sufficient 
period of time to cover normal con
tingencies. Moreover, if the period 
of time specified in the shipping arti
cles expires prior to the completidn of 
the voyage, through no fault of the 
vessel, master or owner, it is the duty 
of the seaman to remain with the ves
sel uritil completion of the voyage to 
the port of destination <Hamilton v. 
U. S., 268 Fed. 151; Shanley v. U.S., 
294 Fed. 502). 

The provision of the statute re
quiring that the articles indicate the 
"port or country at which the voyage 
is to terin.inate" rarely presents a 
problem since voyages of American
fiag vessels' usually terminate in the 
United States. But, when shipping 
a.rticles call for the termination of the 
voyage within a specified area in the 
United States-for example, on the 
Pacific coast, on the Atlantic coast, 
or on the Gulf of Mexico-the ques
tion often arises as to whether or not 
seamen who have been engaged after 
the commencement of the voyage, at 
either foreign or domestic ports, and 
sign the shipping articles then in 
effect are entitled to transportation, 
wages, and subsistence to the same 
extent as the seamen engaged at the 
outset of the voyage, should the voy
age not terminate within the area 
designated in the articles. 

This question appears to have been 
resolved in McDonald v. U. s., 292 F. 
593, C. C. A. N. Y. 1923, where shipping 
articles provide for "return" trans
portation, but not otherwise. In this 
case, the shipping articles provided 
for return transportation to Seattle, 
Wash., if the vessel did not return to 
the Pacific coast. The voyage was 
completed at New York. The seamen 
engaged at the commencement of the 
voyage received transportation and 
subsistence on discharge at New York. 
Certain seamen engaged in England 
brought suit for transportation and 
subsistence to Seattle. In rejecting 
the claim of these seamen, the court 
pointed out that the articles provided 
for return transportation to Seattle; 
not merely transportation to Seattle, 
thus, implying an understanding for 

a return to a former location. 
It would, therefore, appear that sea

men who are engaged after the com
mencement of the voyage and who 
sign the shipping articles then · in 
effect would be entitled to transporta
tion, wages, and subsistence to the 
same extent as seamen engaged at the 
commencement of the voyage, unless 
the word "return" appears in the pro
visions of the articles under which 
transportation would be paid. There 
is, however, no statutory requirement 
that all seamen employed on a vessel 
sign the same agreement and separate 
shipping articles calling for a differ
ent area or place of discharge, either, 
within or without the United States, 
may be used if agreeable to the mas
ter and seamen concerned. 

In order for shipping articles to be 
valid, they must inform the seamen, 
in general terms at least, what kind 
of voyage is planned, reserving- on 
their face, if need be, sufficient lati
tude for changes to meet subsequent 
exigencies. (U. s. v. Westwood, 266 
Fed. 696) . It is, therefore, desirable, 
whenever possible, to include in the 
voyage description the ports at which 
the vessel is expected to call. The 
call of the vessel at additional ports 
thereaJter would be authorized under 
the la.nguage "and such other ports 
and places in any part of the world 
as the master may direct," which ap
pears as a part of the printed matter 
in all shipping articles provided by 
the Coast Guard. 

Examples of voyage descriptions 
which would normally be in compli
ance with the statute in all respects 
for vessels engaged in the foreign and 
intercoastal trades, respectively, fol
low: 

From the port of New York, N. Y., to 
Antwerp, Belgium, and Rotterdam, Hol
land, and such other ports and places 
in any part of the world as the master 
may direct, and back to a final port of 
discharge in the United States, for a term 
of time not exceeding six (6) calendar 
months. 

From the port of Ph1ladelphla, Pa., to 
one or more ports on the Pacific coast via 
one or more ports on the Atlantic and/or 
Gulf coast and back to a final port of dis
charge on the Atlantic coast for a term 
of time not exceeding six (6) calendar 
months. 

In some situations, because of the 
nature of the vessel's operations or the 
requirements for military secrecy, it 
is not possible to word the voyage de
scription in shipping articles in such 
manner as to name the ports at which 
the vessel will call. EXamples of 
these situations are a vessel engaged 
in tramp service and a vessel engaged 
in the transportation of military sup-

April 1954 



sea
:om
who 
l in 
>rta-
the 

: the 
lless 
pro
hich 
here 
nent 
essel 
ll"ate 
tier
mer, 
ates, 
nas-

,o be 
nen, 
kind 
r on 
latl
uent 
266 

a.ble, 
the 

hi ch 
The 
>Orts 
nder 
>Orts 
·orld 
. ap
ltter 
l by 

jons 
ipli
>ects 
and 
fol-

'·· to Hol-
·laces 
aster 
~ of 
term 
·ndar 

"'-·to 
;t via 
id/or 
~dis

term 
~ndar 

·the 
rthe 
~Y. it 
~de
such 
hi ch 
s of 
aged 
aged 
sup-

1954 

plies and equipment. The following 
voyage description has been approved 
by the Coast Guard for shipping arti
cles of vessels which are actually en
gaged in tramp service: 

From the port of Galveston, Tex .. on a 
tramp freighter (or tanker as applicable) 
voyage to ports in the U. S. Gull and/or 
Caribbean Sea and/or south America 
and/or European ports and/or African 
ports and/or ports ln the Far and Near 
East and/or Australia and such ports and 
places In any part of the world as the 
master may direct and back to a final port 
of discharge in the United States not 
exceeding twelve (12) calendar months. 

It Is the opinion of the Coast Guard 
that the above voya.ge description 
complies with R S. 4511 (46 U. S. C. 
564) and the court decisions there
under, in that it sets forth the nature 
of the intended voyage, i. e., "a tramp 
freighter or tramp tanker voyage;" 
it sets forth the duration of the voy
age or engagement as "for a term of 
time not to exceed twelve (12) cal
endar months"; and it sets forth the 
port or country at which the voyage 
is to terminate, i. e., "a final port of 
discharge in the United States". If, 
in any ca.se, the mention of all of the 
areas in the above voyage descrtption 
are not necessary, those not required 
should be omitted. Also, it would be 
appropriate to substitute other areas 
for those mentioned if, in so doing, 
it would more accurately describe the 
possible Itinerary of the vessel. 

The following voyage description 
has been approved by the Coast Guard 
when in the opinion of competent 
military authority the destination of 
the vessel should not be disclosed for 
security reasons: 

From the port of New York to a point 
1n the Atlantic Ocean to the eastward of 
New York and thence to such ports and 
places tn any part of tbe world as the 
master may direct or as may be ordered 
or directed by the United States Govern. 
ment or any department, commission, or 
agency thereof and back to a final port ot 
discharge in the United States, for a term 

" of time not excee<l!ng twelve ( 12) calendar 
months. 

The above voyage description is 
quite similar to the voyage description 
used generally during World War II 
for security reasons. It is emphasized 
that the use of this voyage description 
has been approved by the Coast Guard 
only in those instances where compe
tent military authority is of the 
opinion that in the interest of security 
the destination of the vessel should 
not be revealed. 

The statutes require that seamen 
employed on vessels bound from a port 
in the United States to any foreign 
port <other than vessels engaged 1n 
trade between the United States and 
the British North American posses-
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sions, or the West Indies, or the Re
public of Mexico) and vessels of the 
burden of 75 tons or upward from a 
port on the Atlantic to a port on the 
Pacific, or vice versa, be shipped and 
discharged before shipping commis
sioners or United States consular rep
resentatives, R. S. 4512, 4549 <46 
u . s . c. 565, 641) . 

There is no statutory requirement 
that shipping articles, or an agree
ment in writing or print, be entered 
into between the master and seamen 
of a vessel engaged in trade between 
the United States and the Dominion 
of Canada, or the West Indies, or the 
Republic of Mexico <The Lily, 69 F. 2d 
898, C. C. A. 9th, 1934), but such an 
agreement is usually entered into. 
The shipment of seamen employed on 
vessels in these trades, as well as ves
sels engaged in the coastwise trade, 
in the presence of shipping commis
sioners at the request of the master or 
owner is authorized by the act of June 
19, 1886 <46 U. S. C. 563). Whenever 
seamen employed on vessels in these 
trades are engaged in the presence of 
shipping commissioners, the provi
sions of R. s. 4511 with respect to the 
particulars of shipping articles, ex
cept for the sixth and eighth items, 
apply and if seamen a.re so engaged 
they must be discharged and paid 
their wages in the presence of 
shipping commissioners or United 
States consular officers. 

The requirement for an agreement 
in writing or print between the master 
and seamen of a vessel In the coast
wise trade is found in R. S. 4520 (46 
U. S. C. 574), which reads as follows: 

Every master of any vessel of the 
burden or 50 tons or upward, bound from 
a port in one State to a port in any other 
than an adjoining State, except vessels of 
the burden of 75 tons or upward, bound 
from a port on the Atlantic to a. port on 
the Pacific, Ol' vice versa, shall before he 
proceeds on such voyage make an agree
ment in writing or In print with every 
seaman on board such vessel, except such 
as shall be apprentice or servant to him
seU or owners, declaring the voyage or 
term of time for which such seaman shall 
be shipped. 

It has been held by the courts that 
the term "adjoining State" used in 
the above statute means States that 
adjoin at any point <Thurson v. Peter
son, 9 Fed. 517, 519). For example, 
New York and Pennsylvania are ad
joining States, and hence no agree
ment in writing between the master 
and seamen of a vessel making a voy
age from New York to Philadelphia 
would be required. 

Although it is not required that the 
agreement between masters and· sea
men on vessels engaged in the coast
wise trade be on the form of shipping 
a.rticles prescribed by the Coast 
Guard, the use of this form, or one 

similar thereto, is recommended in 
the interest of uniformity. Further
more, the first page of this form prn
vides an outline for "declaring the 
voyage or term of time for which such 
seamen shall be shipped" as required 
by R. s. 4520. 

A voyage description such as the 
following in the shipping articles of a 
vessel in the coastwise tl'ade, when it 
is desired that the agreement cover a 
single voyage, would meet the require
ments of the statute and at the same 
time, be entirely clear as to the re
sponsibilities of the parties there
under: 

From the port of Boston, Mass., to one 
or more U. S. Gulf ports and such other 
coastw!se ports as the master may direct 
and back to a final port of discharge In 
the United States on the Atlantic coast, 
north of Cape Hatteras. for a term of time 
not exceeding three (3) months. 

In the event that it is desired that 
the agreement cover a series of con
tinuous coastwise voyages, a voyage 
description such as the following may 
be included In the shipping articles: 

From the port of Boston, Mass., to one 
or more U. S. Gulf ports and such other 
coastwlse ports as the master may direct, 
tor one or more voyages, and back to a 
final port of discharge In the United 
States on the Atlantic coast, north of 
Cape Hatteras, for a term of time not 
exceeding six (6) calendar montJ:l.s. 

The use of a voyage description 
such as the following in shipping ar
ticles of vessels in the coastwise trade, 
when the agreement was not entered 
into before a shipping commissioner 
and when the Coast Guard form was 
used, has been noted from time to 
time: 

From the port of New Haven, Conn., to 
coastwise and such other ports a.nd places 
in any part of the world as the roaster 
may direct and back to a final port of 
discharge In the United States, for a term 
of time not exceeding --------
calendar montbs. (Not shown) 

Here use of the word "coastwise" 
and the omission of any period of time 
in the voyage description would not, 
in the opinion of the Coast Guard, 
satisfy the requirement of the statute 
with respect to "declaring the voyage 
or term of time for which such sea
men are shipped." Furthermore, it 
would not be possible to determine 
just what the intent of the parties 
wa.s when the agreement was entered 
into. 

It is also considered advisable to 
point out that the statutes requiring 
an agreement in writing or print be
tween the ma.ster and seamen of a 
vessel, in every case, provide that such 
agreement shall be signed before the 
vessel proceeds to sea, and if not so 
signed it is not bindlng upon the sea
men <The Theodore PeTTy, Fed. Cas. 
No. 13, 890). 

61 · 



OIL POLLUTION 
The Government of Great Britain 

has recently completed a study of the 
pollution of the sea by oil. Because 
of the seriousness of the situation in 
Great Britain and reports of similar 
conditions existing in continental 
European countries, the Government 
of Great Britain has issued an invita
tion to 40 countries to attend an In
ternational Conference on Oil Pollu
tion of the Sea, to be held in London 
beginning April 26. 1954. The United 
States was invited to send representa
tives, and the Department of State, 
after consultation with interested 
agencies, accepted the invitation. The 
other nations invited to be repre
sented are the same nations that sent 
representatives to the International 
Conference on Safety of Life at Sea in 
1948. 

A Technical Committee of repre
sentatives of the United States Gov
?rnment and the maritime industry 
is developing a position as a basis for 
use of American delegates to the Con
ference. In view of the fact that the 
situation is not as serious in the 
United States because of the educa
tional programs sponsored by Govern
ment and industry, the measures pro
posed by the British report are being 
studied very carefully by the Techni
cal Committee. 

The Conference will consider meas
ures for the prevention of pollution o.r 
the sea by oil such as outright pro
hibition of discharge, discharge zones. 
oil separators. and port recepLion fa
cilities. It is reported that the aim of 
the Conference is to reach agreement 
on the terms of an International Con
vention to be signed at the Confer
ence. 

Even though oil pollution has not 
reached the serious proportions In the 
United States as it is reported to have 
reached overseas. it is necessary that 
the United States maritime Industry 
continue to strive to reduce pollution 
of the sea by oil. 

AMENDMENTS TO EGYPTIAN 
LAW 

On January 7 the Council of Min
isters approved amendments to the 
law regulating ship safety. The most 
significant addition to the law was 
the stipulation that henceforth chap
ter 1 through chapter 6 of the Inter
national Convention for the Safety of 
Life at Sea signed in London on June 
10, 1948, would become an integral 
part of Egyptian law. Chapters 2 and 
3 and the annexes of a similar conven
tion signed in London in July 1930 will 
also be complied with by the Egyptian 
Government. 

Other amendments clarified the 
original law, No. 21 of 1940, without 
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altering the original meaning or in
tent. These amendments make it 
clear that any Egyptian shipowner 
captain, or transporter who contra~ 
venes any of the safety conditions set 
down in the original law will be sub
ject to the prescribed punishment. 

A GLANCE AT OUTBOARD 
MOTORBOATING CALLS 
FOR A SECOND LOOK 

During the fiscal year 1953, 69 out
board motorboat accidents involving 
the loss of 109 lives were reported to 
and investigated by the Coast Guard 
as opposed to 24 accidents with the 
loss of 36 lives in fiscal year 1952. 

A typical accident involving an out
board motorboat where the loss of 
llfe was somewhat higher than usual 
was the case of a family who a.fter 
finishing their picnic supper decided 
to go across a navigable lake in a 
small outboard motorboat. The 
family, 10 in number, boarded the 
boat which shortly after departure 
capsized and 9 of the 10 occupanu; 
drowned. The boat was provided with 
no lifesaving devices. The sole sur
vivor stated, "Without any warning 
or apparent cause the boat sank and 
sank suddenly; 9 of the 10 persons in 
the boat were drowned. I was the 
only survivor. Prior to that time 
there had been no indication that 
there was anything wrong with the 
boat." 

In a similar casualty of overloading 
where no lifesaving devices of any 
type were carried and 5 persons were 
drowned, the owner/ operator stated. 
"I loaded the boat with 7 passengers 
and proceeded upstream for a short 
ride. About a mile upstream one of 
the passengers complained that her 
child was cold. I immediately shut 
the throttle of the motor down to 
minimum speed and proceeded to 
make a turn to retwn. As the boat 
upon its return approached the wake 
which we had created as we went up~ 
stream, water entered the boat over 
the bow causing a panic as near as I 
can remember amongst them. thereby 
capsiZing the boat." The Coast Guard 
has referred this latter case as well 
as other similar cases, where the op
erator has survived, to the United 
States Attorney General for criminal 
prosecution for reckless operation of a 
motorboat and m a n s 1 a u g h t e l'. 
Whether or not an operator survives 
so that he may be criminally prose
cuted and whether or not any con
victions are obtained, the fact remains 
that nothing can bring back the lives 
of those lost while under his charge. 

The state of mind of the above sur
vivors as evidenced by their state-

Conlinued on page 71 

REPEATED OVERLOADING OF 
TANKERS NOTED 

A number of recent violations of 
the Coastwise Load Line Act on the 
part of Cities Service Oil Co.'s vessels 
running between Lake Charles, La .. 
~nd Petty's Island, Camden, N. J., has 
once again focused attention on the 
dangerous and costly practice of over-

. loading a vessel beyond its loadline 
mark. 

On May 29, 1953, the SS. Chiwawa 
arrived at Petty's Island with her 
loadline submerged. 

On October 9. 1953, the same vessel 
now under another master, arrived at 
Petty's Island with her loadline sub
merged. 

On February 10, 1954, the SS. 
Cantigny an1ved at Petty's Island 
with her loadline submerged 14 inches. 

In each of these three violations 
suspension and revocation proceedings 
were instituted under R. S. 4450, as 
amended, and the respective master's 
licenses and other valid certificates 
and documents were suspended. The 
Cities Service Oil Co. was also cited 
for violation of 46 U. S. C. 88g in each 
instance. 

It is suggested others might benefit 
by the realization that loadline viola
tions will be pursued in like terms. 

By overloading a vessel certain 
hazardous conditions are created 
whereby: 

Cl> Bad weather might seriously 
endanger the vessel and the lives of 
those on board. 

(2 ) The ship's structure might be 
weakened to such an extent that in 
a later voyage serious damage may 
occur without apparent justification. 

1953 HEARINGS 
There were 1,278 hearings held dur

ing the year 1953 on charges of mis
conduct. incompetence, and negli
gence. The major specifications• in 
order of frequency were as follows: 

Misconduct: 
Fail perform duty ________ 487 
AWOL ----- - - ~--------- 289 
Fail to join (domestic-

foreign> - ---- - --------- 275 Assault __________________ 256 
Insubordination __________ 176 

Negligence (Inattention to duty): 
Neglect of duty __________ 156 

Misconduct: 
Narcotics (possession, use 

or traffic on ----------- 100 
Intoxication ------------ 98 
Disobey lawful command__ 82 
Desertion <domestic, for-

eign) ----------- --- - --
Incompetence: 

Mental, physical and pro
fessional------ - --- ---- 21 

·~1,1 oro mny hnve bcc11 more· than one 
fifH'C1hcatlo11 under n cbnrge at u l1 e11 rlni:. 
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ACCESSORIES TO S-L-0-W MURDER 
A PREREQl.11SITE TO THE NARCOTICS PROBLEM IS A NARCOTICS SUPPLY 

In November 1953, Commissioner 
Harry J. Anslinger, Bureau of Nar
cotics, appeared before the Senate 
Subcommittee To Investigate Juvenile 
Delinquency to testify on the extent 
of narcotic addiction in youths under 
21. After summing up the narcotics 
problem, he urged heavier penalties 
for the seller of narcotics, and called 
the illicit traffic in narcotics a vicious, 
commercial racket which lives on the 
slow murder of Its customers. He 
then specifically recommended: 

Cl> Heavier penalties for the 
trafficker C or seller) . 

<2> Enactment of heavier pen
alty Jaws for the tramcker by all 
States. 

<3> Addict commitment laws 
providing institutional treatment by 
all States. 

(4) Senate approval of protocol 
to limit the production of opium to 
the medical needs of the world. 

In brief, his testimony pointed out: 
"The Bureau of Narcotics has been 
concentrating particular attention on 
wiping out juvenile narcotic addic
tion, and is now able to report prog
ress. . . . The problem has been ob
scw·ed by alarmism, academic theory, 
overemphasis, overstatement, and so
ciological jargon .... It is a popular 
impression that a large number of our 
youth throughout the land are men
aced by narcotic addiction. However, 
youthful addiction has not occurred 
generally throughout the country, but 
is confined mostly to certain segments 
of the population and to certain 
neighborhoods in some of the large 
cities .... 

"Addiction generally follows in the 
wake of juvenile delinquency, and 
does not often precede it .... Crime 
breeds drug addiction, and drug ad
diction breeds crime. It is a vicious 
circle .... 

"Another important contributing 
element in a renai.ssance of the nar
cotic traffic has been a decline in pen
alties. . . . Federal. State, and local 
Police efforts have been stepped up. 
Prosecutions have been speeded in 
many places and are more vigorous. 
Strong penalties are being imposed, 
but there is still much room for im
provement. . . . In places where 
heavier penalties are imposed, the 
traffic is rapidly diminishing .... 

"The immediate need concerning 
the addict is the enactment of State 
legislation p r o v i d i n g compulsory 
treatment .... If the drug addict, is 
made a fugitive from the health offi
cer, it will take much of the bravado 
out of the vice of drug addiction .... 
As long as addicts are on the streets, 
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they spread addiction and contami
nate others. The addict . . . will sel
dom go through with a cure volun
tarily.'' 

Now, if we look at a booklet called 
Living Death, which is put out by the 
Bureau of Narcotics, we find "A drug 
addict is a person who continues to 
use habit-forming drugs, chiefly mor
phine or heroin <which is derived from 
morPhine) . By taking one of these 
drugs frequently for a short time, a 
person can become an addict. 

"He gets such an abnormal desire 
for the drug that he feels he cannot 
get along without it. When he cannot 
get the drug, he suffers horribly. He 
feels that his muscles are being torn 
from his arms and legs. He has vio
lent pains in his stomach. He vomits 
and has dlanhea. often of a bloody 
type. He becomes depressed and 
wants to kill himself. 

"The idea that an addict takes dope 
just to feel good is a mistake. He 
takes it to head oIT for a little while 
the horrible eITect he feels when he 
doesn't have the drug." 

Turning to another documentary
Youth and Narcotics, by the Los 
Angeles Police Department--we find 
a revealing, yet apparently typical, 
case of a young addict: 

"The boy was 17 years of age. He 
had a pleasant way of talking, punc
tuating his remarks with an oc
casional smile. His excellent gram
mar ~nd quiet manners indicated a 
good home and background; the 
curly, high-brown hair and healthy 
complexion well set off by neat SPort 
clothes. He would be called a nice
look!ng boy. 'Likable' is the word 
that might come into mind. 

"The illusion is spoiled by the fact 
that he is in police custody, the arrest 
report on the desk listing him as a 
dangerous repeater offender. The let
tering on the door says, 'Narcotics 
Division, LAPD.' 

"Gene R .. the boy in custody, is a 
confirmed heroin addict, a 'main
liner' Injecting heroin directly into 
the main blood vessels of his arm. 
His body requires five 'pops' every 
day, costing him from S20 to S25 every 
24 hours. He has managed to ea1·n 
this amount by 'introducing' other 
teenagers into the mysteries of mari
huana smoking and, eventually, the 
use of heroin. The police report on 
the desk lists five separate cases where 
good-looking Gene R. has inft.icted the 
dope habit upon 'girl friends,' all 
minors. Investigation indicates that 
four of these girls now pay for his, 
and their own, drug supply .by means 
of prostitution. 

"The average person would not 
suspect him of narcotic addiction. 
He docs not have the 'furtive look,' 
the 'sallow complexion,' and other 
marks of physical and mental de
terioration that are expected of the 
heroin addict. Except to prospective 
teenage 'customers,' he is not par
ticularly dangerous, as long as he is 
able to maintain his daily heroin 
requirement." 

This Isn't a pretty picture, but it is 
something every person who goes to 
sea needs to know-both for his own 
safety and for the safety of those he 
may be able to help. 

A prerequisite to a narcotics prob
lem is a narcotics supply. The dope 
racket cannot flourish without a 
steady stream of drugs being avail
able to the illicit peddler and user. 
Occasional burglaries from drug es
tablishments and thefts from doctors 
cannot supply the heavy demand of a 
great metropolis. Hence, these drugs 
must be brought into the country by 
Illicit means, for the major supply of 
the world's narcotics is grown outside 
of the United States and legal imPorts 
are strictly limited. 

Facts indicate most of the illicit 
traffic in .narcotics is conducted by 
crews of merchant ships and person
nel of commercial airlines. As long 
as individuals in the merchant ma
rine are allowed to continue to deal 
in this illicit traffic, a number of ship
mates will succumb to addiction 
through the greedy actions of those 
who sell I.heir souls through desire for 
drugs or desire for the contaminated 
dollar, as will a number of innocent 
ashore. 

R. I. P. 
He brushed his teeth twice a day with 

a nationally advertised toothbl'ush. 
The doctor examined him twice a year. 
He slept with the windows open. 
He stuck to a diet with plenty of fresh 

vegetables. 
He golfed. but never more than 18 

holes. 
He never smoked, drank, or lost his 

temper. 
He got at least 8 hours sleep each 

night. 
The funeral will be held Wednesday. 
He is survived by 18 specialists, 4 

health institutes, 6 gymnasiums, 
and numerous manufacturers of 
health foods and antiseptics. 

He forgot about trains at grade 
crossings! 
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In this, the seventh article in the 
Side Lights on the Rules series, we 
shall compare Rule 8, International 
Rules, with the equivalent provisions 
for pilot vessels in the rules applicable 
to inland waters, the Great Lakes, 
and the western rivers. Though at 
first glance it might appear that the 
respective requirements differ greatly, 
a close perusal of the pertinent rules 
reveals but minor differences in the 
lights that are prescribed. 

Rule 8, International Rules, states: 
LIOH'l:S FOR PILOT VESSELS 

Rule 8 (a) . (i) Salling pilot-vessels, 
when engaged on their station on p1lotage 
duty and not at anchor, shall not show 
the Hghts prescribed !or other vessels, but 
shall carry u. wblte light a.t the masthead 
visible all round tho horizon at a. distance 
of at least 3 miles, and shall also exhibit 
a. fiare-up light or fie.re-up llg.hts at short 
intervals, which shall never exceed 10 
minutes. 

(11) On the near approach of or 
to other vessels they shall have their side
lights llgbt.ed ready tor use and sba.11 
flash or show them at short intervals. to 
indicate the direction in which they are 
heading, but the green light shall not be 
shown on the port side, nor the red light 
on the starboard side. 

(ill) A sailing pilot-vessel of such 
a class as to be obliged to go alongside 
of a vessel to put o. pilot on board may 
show the white light Instead of carrying 
It at the masthead and may, Instead or 
the sidelights above mentioned, have at 
hand ready tor use a lantern with a green 
glass on the one side and a red gll\.SS on 
the other to be used as prescribed above. 

(b) A power-driven pllot-vessel when 
engaged on her station on pUotage duty 
and not at anchor shall, In addition to the 
lights and flares required for sailing pllot
vessels, carry at a distance of 8 feet below 
her white masthead light a red Jlght 
visible all around the horlzon at a distance 
ot at least 3 miles, and also the sidelights 
required to be carried by vessels when 
under way. A bright intermittent all 
round white light mn.y be used In place 
of a ftare. 

(c) All pilot-vessels, when engaged 
on their sta.ttons on pllotage duty and a~ 
anchor, shall carry the lights and show 
the ftares prescribed In sections (a) and 
(b), except that the sidelights shall not 
be shown. They shall also carry the 
anchor light or lights prescribed In Rule 
11. 

(d.) All pllot-11essels, whether at 
anchor or not at anchor, shall, when not 
engaged on their stations 011 pllotage 
duty, carry the same lights as other ves
sels or their class and tonnage. 

Inland Waters: Article 8, Inland 
Rules, contains many differences in 
terminology, but actually does not 
differ materially from Rule 8, Inter
national Rules. 

64 

Article 8, Inland Rules, states: 
LICHTS FOR PD.OT VESSELS 

Art. 8. Pilot vessels when engaged on 
their stations on pllotage duty shall not 
show the llghts required for other vessels, 
but shall carry a white llgbt at the mast
head, visible all round the horlzOn, and 
shall also exhibit a ftare-up light or flare
up lights at short Intervals, which shall 
never exceed ti!t.een minutes. 

On tl1e near approach ot or to other 
vessels they shall have their side lights 
lighted, ·ready for use, and sha.11 fiash or 
show them at short Intervals, to indicate 
the direction in which they ure heading, 
but the green light shall not be shown 
on the port side nor tbe red light on the 
starbOard side. 

A pilot vessel of such a class as to be 
obliged to go alongside of a vessel to put 
a. pilot on board IIJQy show the white light 

IT IS SUGGESTED THE READER REFER 
TO CG- 169, "RULES TO PREVENT COL
LISIONS OF VESSELS AND PILOT RULES 
FOR CERTAIN INLAND WATERS OF THE 
ATLANTIC AND PACIFIC COASTS AND OF 
THE COAST OF THE GULF OF MEXICO;" 
CG-17 2, " PILOT RULES FOR THE GREAT 
LAKES AND THEIR CONNECTING AND 
TRIBUTARY WATERS AND THE ST. 
MARYS RIVER;" AND CG-184, "PU.OT 
RULES FOR THE WESTERN RIVERS AND 
THE RED RIVER OF THE NORTH;" 
WHICH CONTAIN THE LOCAL RULES TO 
PREVli:NT COLLISIONS BETWEEN VES
SELS ON THE LOCAL WATERS OF THE 
UNITED STATES. REFERENCES TO 
RULES AND ARTICLES THROUGHOUT 
THIS SERIES MAY BE' FOUND THEREIN. 

Instead of carrying It at the masthead, 
and may, instead of the colored lights 
above mentioned, have at band, ready tor 
use, a. lantern, wt th a green glass on the 
one side and a red glass on the other, to 
be used as prescribed above. 

Pilot vessels, when not engaged on their 
station on pllotage duty, shall carry lights 
similar to those or other vessels of their 
tonnage. 

A steam pilot vessel, when engaged on 
her station on ptlotage duty and in waters 
of the United States, and not at anchor, 
shall !n addition to the light& reqUired 
tor au pilot boats, carry at a distance of 
eight feet below ber white masthead light 
a. reel light, visible all around the horizon 
and or such a charocter as to be visible 
on a dark night with a. clear atmosphere 
at a dlstn.nce of at least two miles, and 
also the colored side lights required to be 
carried by vessels when under way. 

When engaged on her station on pilot
age duty and in waters o! the United 
States, and at anchor, she shall carry in 
addition to the lights required for all 
pilot boa.ts the red light above mentioned, 
but not the colored side lights. When 
not engaged on her station on pllotage 

duty, she shall carry t he same lights os 
other steam vessels. 

It will be noted. aside from differ
ences in terminology, the two rules 
diJier as follows: 

<l> Flareup lights are to be 
shown at 15-minute intervals. 

(2) The minimum visibility of 
the white masthead light is not pre
scribed. 

(3) The minimum visibility of 
the red masthead light is prescribed 
as 2 miles. 

(4) No mention is made as to the 
use of a bright, intermittent, all
around white light in pla-ce of a fl.are. 

(5) Pilot vessels engaged on sta
tion on pilotage duty and at anchor 
need not show anchor lights in addi
tion to their special lights. 

Great Lakes: The Great Lakes 
Rules do not proVide for pilot vessels. 

Western Rivers: Rule 11, Western 
Rivers Rules, is practically identical 
to Rule 8, International Rules. There 
is a slight difference in terminology; 
no provision is made for the use of a 
bright, intermittent, all-around white 
light in place of the flare; and anchor 
lights are not required when pilot 
vessels are on station on pilotage duty. 
Otherwise the requirements are the 
same. 

Rule 11, Western Rivers Rules, 
states: 

Rule Numbered. 11. (a) Salling pilot 
vessels, when engaged on their station on 
pilotage duty, and not at anchor, shall not 
show the lights required for other vessels, 
but shall carry a wh!Le light at the mast
head, visible all around the horizon, at a 
distance or at least three mUes, and shall 
also exhibit a flare-up light or fia.re-up 
lights at short intervals, which shall never 
eirceed ten minutes. 

On the near approach ot or to other 
vessels. they shall have their side lights 
light.ed, ready !or use, and shall fiash or 
sbow them at short Intervals to incjica.te 
the direction In which they ore heading, 
but the green light shall not be shown on 
the port side, nor the red light on the 
starboard side. 

A sailing pilot vessel of such a class as 
to be obliged to go alongside o! o. vessel to 
put a pilot on board may show the white 
light Instead of carrying tt at the mast
head, and may, Instead of tbe side lights 
above mentioned, have at h and, ready tor 
use, a lantern with a green glass on the 
one side and a. red glass on the other, to 
be used as prescribed above. 

(b) A steam pilot vessel when engaged 
on her station on pUotage duty and not 
at anchor shall, In addition to the lights 
and flares required tor sailing pilot ves
sels, carry, at a distance ot eight feet be
low her white masthead light.a. a red 
light, visible all around the horizon at a 
distance ot at least three miles, and also 
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the side lights required to be cnrrled by 
vessels when under way. 

(c) All pilot vessels, when engaged on 
their stations on pllotagc duty and at 
anchor, shnll carry the llghts and show 
the flares prescribed above, except that. 
the side lights shall not be shown. 

When not engaged on their stations on 
pilotnge duty they shall carry the same 
lights as other vessels of tbelr class and 
tonnage. 

General: This is one instance where 
the respective rules are quite similar. 
In the next issue we shall again find 
a great number of differences in re
quirements. and in the manner of 
stating them, when we discuss the 
lights a.nd shapes required foi· fishing 
vessels. 

NORWEGIAN VESSELS OF 
SPECIAL CONSTRUCTION 

By Note No. 27, dated January 20, 
1954, the Ambassador of Norway in
formed the Secretary of State that a 
new regulation exempting Norwegian 
naval vessels aud other military ves
sels from carrying the two 20-point 
white range lights prescribed by rule 
2 <a>, International Rules, became 
effective on January 1, 1954. 

The new regulations read as fol
lows: 

"Norwegian naval vessels and other 
military vessels are exempted from 
carrying the white light which is men
tioned in rule 2 <a>, item 2, in the 
Rules for Preventing Collisions at S ea 
<Rules of the Road at Sea) of March 
21, 1952, when by reason of their 
special construction or purpose, they 
would thereby be hindered in carry
ing out their military functions." 

PANAMA AND VENEZUELA 
ADOPT NEW INTERNA-
TIONAL RULES 

By Panamanian Executive Decree 
No. 490 of December 30, 1953, Panama 
adopted the International Regula
tions for Preventing Collisions at Sea 
recommended by the 1948 Interna
tional Conference on Safety of Life at 
Sea. 

Article 3 of this decree states that 
its provisions will be effective from the 
date of its sanction, December 30, 
1953. 

Similarly, by Presidential Decree 
No. 67 of December 19, 1953, published 
in Gaceta Oficial, No. 24,329 of De
cember 29, 1953, Venezuela adopted 
the International Regulations for 
Preventing Colllsions at Sea of 1948. 

It will be noted that .these regula
tions, commonly referred to as the 
International Rules, became elfective 
Insofar as American public and pri
vate vessels are concerned on January 
l, 1954. 
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Q. Why should the windlass 
operator wear goggles when handling 
the brake in letting go the ship's 
anchor? 

A. He should wear goggles to 
avoid eye injw·y from tlying particles. 

Q. If hawse pipes are not. 
equipped with covers. what can be 
done to prevent men handling lines 
or on lookout from stepping or falling 
into the openings? 

A. You can and should rigaguard 
rail forward of each hawse pipe. 

Q. Why do mooring lines have a. 
becket at the eye? 

A. The becket serves as a hand 
grip in placing mooring lines over 
bitts or bollards, and thereby helps to 
prevent hand Injuries. 

Q. If you find it necessary to use 
a blow torch, what safety equipment 
should you have on band? 

A. A fire extinguisher. 
Q. What is the safest method of 

topping or lowering booms? 
A. The safest procedure is to take 

the topping lift fall to the winch 
drum, not to the niggerhead; If a bull 
rope is used, drill the nlggerhead and 
shackle the bull rope to the head. 

Q. Why is a lifebuoy with an at
tached lanyard usually kept available 
at or near the gangway? 

A. For emergency use. 
Q. What is the danger of enter

ing tanks which have been closed for 
any period of time? 

A. Tanks that have been closed 
for some time may be deficient in 
oxygen. This is especially true of 
tanks that have carried latex, oils. or 
molasses. The residue of the latter 
cargoes fe1·ments and evolves deadly 
carbon dioXide gas, which, being 
heavier than air, occupies the lower 
portions of the empty tank. 

Q. Why should gangways be 
equipped with double manropes on 
both the outboard and Inboard sides? 

A. Single manropes are not al
ways entirely adequate. The use of 
double manropes provides that extra 
ounce of precaution which may pre
vent a serious Injury or a fatality. 

Q. Why should open hooks be 
moused? 

A. An open hook slips off very 
easily. If an open hook is used in 
holding a boatswain's chair or in 
handling stores or cargo, serious in
juries or even fatalities may result. 
Where practicable, use shackles in
stead of open hooks. 

Q. What is the required factor 
of safety for lifeboat falls? 

A. Six. 

Q . What conditions in a wire rope 
make it unfit for further service as 
cargo gear? 

A. Wire rope should not be used 
if in any length of eight diameters the 
total number of visible broken wires 
exceeds 10 percent of the total num
ber of wires, or, if the rope shows signs 
of excessive wear, corrosion, or other 
defects which render it unfit for 
service. 

Q. What is the minimum size 
block you would use with a specified 
size of manila rope? 

A. The length of the shell in 
Inches should be three times the cir
cumference of the rope; the diameter 
of the sheave should be twice the cir
cumference of the rope. 

Q. When a boatswain's cha.Ir is 
shackled t'o the rigging for work aloft, 
such as slushini down, what precau
tion must be taken if a screw pin 
shackle is used? 

A. The screw pin shackle should 
not be allowed t;o ride on the rigging 
on its pin due Lo the possible danger 
of its being unscrewed. Mm:eover a 
screw pin shackle should always have 
a wire seizing to prevent backing out. 

Q. How can you test a block and 
gantline on the mast before sending 
a man aloft? 

A. A practical test is to secuxe 
one end of the gantline and then have 
several men heave down on the other 
end. 

Q. What periodic care is neces
sary when wrought-iron chains, 
hooks, rings, llnks, shackles, and swiv
els, etc., are used for cargo gear? 

A. Annealing. 
Q. Does a knot in. a manila line 

increase or decrease the breaking 
strength of the line? 

A. A knot reduces the breaking 
strength of manila line. 

Q. When a tackle Is rigged to lift 
a weight, does the greater weight 
come on Lhe upper standing block or 
the lower moving block? 

A. The upper standing block will 
receive the greater weight because It 
has not only the weight to hold but 
also the hauling stress that is applied. 

Q. What weakens a manila line 
more, a knot or a splice? 

A. A knot weakens a line more 
than a splice docs; a splice keeps the 
efflciency of the line much closer to 
the original than a knot. 

Q. When should you use an oxygen 
breathing apparatus? 

A. It should be used when the 
oxygen content is less than 16 per
cent. 
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LESSONS FROM CASUAL TIES 
ONE HAND FOR YOURSELF

ONE EYE ON THE CRANE! 
Several months ago, a steam lum

ber schooner docked port side to at 
a West Coast port with a load of lum
ber. This vessel had four hatches 
Cand was originally eQuipped with 
two sets of booms at each hatch) . 
Until comparatively recently, lumber 
was loaded and stowed a stick at a 
time below decks or as deck cargo. It 
had always been the practice on the 
West Coast for the crew to load and 
discharge this type of vessel, and the 
sailors, aside from being seamen, 
were experienced lumbermen and 
stevedores. 

With the advent of "packaged lum
ber," the use of the booms became 
Impractical. Accordingly, structural 
alterations were etl'ected whereby the 
booms were removed and two DiesE'l 
operated Unit Cranes installed to 
handle the cargo, one between No. 1 
and No. 2 hatches. the other between 
No. 3 and No. 4 hatches. These cranes 
were installed on circular pedestals, 
16.5 feet above the main deck, and 
were fitted with 40 foot booms. The 
operation of the crane allowed for 
Eimultaneous horizontal as well as 
vertical movement of the boom. The 
crane operator and the controls were 
located in a cab placed forward on 
the port side of the crane. The cab 
was fitted with two large windows on 
each side of the operator-the left 
window providing an unobstructed 
view-the view from the right win
dow being partially obstructed by the 
boom topping lift and engine housing. 
Directly in front of the operator was 
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anolher large window and below that. 
in the direction of the foot pedals, a 
glass panel. All windows, except for 
the bottom glass panel, were hinged 
and could be swung out of the way. 

When the vessel began to carry 
packaged lumber, it was no longer 
necessary to employ only seamen with 
lumbering experience. The lumber 
was banded or strapped in bundles 
and then stowed with the wire rope 
slings left around each Individual 
load. All that was now required of a 
seaman was that he be able to hook 
the crane runner onto the slings, and 
then get out of the way. 

During the vessel's trlp north, the 
crew was lectured by the chief officer 
as to the proper manner of loading 
and discharging the lumber cargo and 
of the importance of standing clear 
of each sling load. Safety was re
peatedly stressed. 

On the afternoon of the day follow
ing the vessel's antval at her port of 
discharge, two seamen were assisting 
in the discharge of cargo from No. 1 
hatch. Earlier the same day, the 
chief mate had ob£erved one of them , 
standing between a load of lumber 
and the dock side of the vessel and 
had cautioned him about this unsafe 
practice. The other man in the 
hatch had made several voyages on 
lumber vessels and was quite familiar 
with cargo operations. He had been 
designated as the man to give hand 
signals to the crane operator when 
required. ' 

After each load had been hooked 
on, both men would duck in under 
the hatch coaming and stand clear 
while it was being raised. By about 

1500, the square of No. 1 haLch had 
been discharged to about three or 
four feet below the bottom of the 
hatch coaming, and loads were be
ginning to be snaked out from the 
wings. A long load, about 22 feet In 
length, was lying aLhw:trtships and 
forward In the squa re. The crane 
had been hooked onto the starboard 
end of the load 0.nd the driver, 
through various ma neu 1ers of the 
crane boom, was atu·mp1 Ing to work 
the load completely 01.. t into the 
square of the hatch. TJ1e load was 
first shifted to port. clear! ng the star
board end from under t11e coaming 
and bringing it out Into the square. 
The starboard end of the load \Vas 
then swung toward the starboard 
ufter corner of the square. 

Up until this time, the two men 
were underneath the hatch coaming, 
standing clear of all operations. One 
now moved out into the square of the 
hatch in order to help steady the load. 
The load was brought to rest in a 
diagonal position. the forward end 
still under the port forward comer of 
the coaming, and the man moved over 
and against the after side of the port 
fore and aft coaming, on the port 
side of the load. 

When the crane operator next took 
a strain on the runner, the load swung 
fore and aft, pivoting on the forward 
end. The after end swung to port, 
pinning the said seaman against the 
hatch coaming. The injured man 
sutTered a dislocat.ed right hip, broken 
iight thigh, and broken left wrist. He 
was remoVEd by ambulance and ad
mitted to a local hospital. 

While it is tempting to blame such 
accidents at least partly on the oper
ator of the machinery, it must never 
be forgotten that an operator cannot 
always control the movements of 
heavy weights once they are in mo
tion. and particularly when the 
weights are as bulky and awkward as 
a bundle of lumber. It behooves the 
officers of a vessel <or any other su
pervisory personnel> to indoctrinate 
crew members or other employees 
endlessly and repetitiously in the 
simple lesson: "Look out for your
self." The man working near heavy 
weights being moved, who always as
sum::s the operator cannot see him, 
who assumes that he will be hurt un
less he looks out for his own safety. 
who assumes that every suspended 
weight is aimed at him, and who an
ticipates trouble, will live long and 
safely. The man who assumes some
one else is looking out for his personal 
safety should take out heavy inEur
ance. 
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HIGH OCTANE 
A small tanker met disaster last 

year in an East Coast port when three 
cargo tanks which had contained high 
octane Avgas exploded with terrific 
force. damaging the work barge 
alongside. Injuring three men, and 
immediately sinking the vessel in 
badly damaged condition (see picture 
above> . That there were no deaths 
was due only to the most fortunate of 
circumstances, as sheets of steel deck
ing and other structural parts fiew 
through the air, st.riking the work 
barge, and landing in the nearby 
street and on the adjacent harbor 
surface. 

This tanker. a small coastal type 
of about 800 gross tons, was fitted 
with 4 cargo tanks, each divided longi
tudinally on the centerline by a tight 
bulkhead. the effect being the creation 
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of 8 separate cargo tanks. Aft of 
No. 4 t,ank was the raised superstruc
ture and navigating bridge. 

On the day of the explosion the 
vessel arrived at her home port and 
was tied up alongside a work ba.rge 
which contained a machine shop, 
welding, burning, and other repair 
equipment. for the purpose of renew
ing and fairing a section of plating 
on the forward bulwark of the port 
wing of the bridge. 

A day and a half before, a cargo of 
110/ 145 octane aviation gasoline had 
been discharged from all 4 cargo tanks 
at a nearby port. However, none of 
the tanks had been gas freed before 
repair work wa:s started. While en 
route to the home port, the cargo 
tanks were rinsed out with cold salt 
water. but none of the tanks were 
more than partially filled with water 
before they were pumped dry. The 

sides of the tanks were not washed 
down. 

Before beginning repair work, No. 
4 cargo tank, the one nearest t.he 
bridge bulwark to be repaired, was 
completely filled with sea water on 
orders from the Marine Superintend
ent. After this tank was filled to 
overflowing, all tank domes were 
dogged down hand tight and all valves 
on connecting pipelines were checked 
for tight closure. Nos. 1. 2, and 3 
cargo tanks remained as they were. 
not gas free and obviously gaseous 
from high octane aviation gasoline. 
No notification was made to the local 
Officer in Charge of Marine Inspec
tion that alterations or repairs were 
to be undertaken, as required by 46 
CFR 30.01-10. An inspection to as
certain whether "hot work" could be 
accomplished safely in spaces adja
cent to bulk cargo spaces. as required 
by 46 CFR 35.01-1, was not made. 
There were, however, two vertical 
noncargo spaces between the site of 
repairs and the nearest cargo space. 

On the morning of the disastrous 
day, staging and ladders were set up 
on the port side of the bridge and 
oxy-acetylene burning and electric 
welding equipment was placed on the 
bridge. Oxy-acetylene hoses led to 
the bridge from bottles on the barge. 
The welding cable <hot wire) led to 
the bridge from the generator on Lhe 
barge but this cable came aboard Lhe 
tanker in the vicinity of No. 1 cargo 
Lan~. port. and there were several 
points on it where the Insulation was 
questionable and had been taped. 
The ground wire of the welding cir
cuit was secured by a c.-clamp to a 
stanchion socket near the after part 
of No. 2 port cargo tank and thence 
led to a ground strap installed all 
around the work barge, Lo which the 
welding generator was grounded. As 
a security measure the port wing of 
the bridge was wet down and a fresh 
water hose was kept running on deck 
In the vicinity of No. 4 tank, where hot 
sparks might be expected to fly from 
the repair work. At the time there 
was a fresh breeze of 25 to 35 m. p. h. 
blowing approximately onto the ves
sel's port beam. 

About mid-morning a damaged sec
tion of plating on the port wing of 
the bridge was cut out with the oxy
acetylene torch. During the early 
afternoon, while a new piece of plat
ing was being shaped for installation, 
a vertical piece of angle iron was tack
welded on the corner of the port wing. 
At mid-afternoon two men were work
ing on the port wing, the master was 
In the machine shop of the barge 
alongside; and the chief mate and 
another man were in the office at the 
after end of the barge. Suddenly a 
tenific blast rent the air, .followed 
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closely by two more detonations. The 
ta.nk vessel seemed to expand like a 
balloon. Pieces of deck plating flew 
in all directions. The vessel's sides 
were sprung out and she quickly filled 
with water and sank, in shallow water, 
fortunately. A section of 8" rubber 
discharge hose flew over and landed 
on the after end of the work barge, 
crushing the office space and seriously 
injuring the Chief Mate and a shore 
worker. One of the men on the wing 
of the bridge was thrown down by the 
blast and received a badly lacerated 
face and punctures about the face 
from flying scale. The barge did not 
sink and the after superstructure of 
the tanker remained above water. so 
that rescue of the wounded men took 
place at once. It was Indeed a bless
ing that there was no fire following 
the blasts. 

As closely as could be determined 
upon later analysis, the initial detona
tion took place in either port No. 3 
tank or port No. 1 tank, followed 
closely by detonations in No. 2 port 
and starboard, and there was no ac
tual burning or welding carried on 
for approximately 15 minutes before 
the explosion. However, smoking and 
other spark-producing activities took 
place on the work barge alongside, 
which was to windward on that day. 
The fresh breeze sweeping across the 
decks of the tanker from the port 
beam, while it probably prevented the 
accumulation of any gaseous fumes on 
deck, could easily have carried a spark 
of some sort aboard from the barge to 
lodge in some spot where It would 
reach an explosive mixture. It was 
developed that the ship's pressure 
vacuum relief valves had not been 
regularly inspected by the ship's force. 
A broken or defective relief valve on 
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No. 1, 2. or 3 tank could have been 
the avenue of a spark to explosive 
fumes. 

The nature of the repair operations 
underway leads to the conclusion that 
ignition was caused by one of these 
operations. However no sparks were 
noticed by anyone as far forward as 
No. 3 tank and the prevailing breeze, 
plus the time interval of 15 minutes, 
plus the stream of water on deck, 
would tend to rule out this source. 
A more likely point of ignition would 
seem to be the defective hot welding 
lead coming aboard near No. 2 tank. 
Although there were no witnesses to 
prove it, a spark resulting from con
tact of a bare spot on this cable with 
any of the metallic ship's structure 
could well have provided the source 
of ignition. Three other less likely 
but possible sources of ignition also 
existed. These were: 

U) a carelessly tossed cigarette 
which could have been carried aboard 
by the prevailing breeze from the 
shore near the ship; 

(2) sparks due to the loosenirig 
of the c.-clamp at the vessel's con
nection with the welding ground 
cable; and 

(3) a spark caused by friction of 
metallic parts such as a gusset or 
other member carrying away in an 
empty tank, as the vessel was then 
surging in the gusts of wind. 
The exact cause of ignition will 
probably never be known. 

The failure of the Master and/ or 
the owners to carry out the provisions 
of 46 CFR 30.01-10 in notifying the 
Officer in Charge of Marine Inspec
tion of the proposed repair work was 
a technical violation of regulations 
which did not actually contribute to 
the causes of the casualty. Action 
was taken against the license of the 
Master for failing to have an inspec
tion made to determine whether the 
repair 9perations could be safely un
dertaken, as required by 46 CFR 
35.01-1, but this action was later re
versed upon the decision that, since 
there were two vertical noncargo 
spaces between the port wing of the 
bridge and the boundary of No. 4 
tank, the port wing should not have 
been construed as "adjacent" to any 
cargo space. It is clear that the 
basic errors leading to the casualty 
were not In noncompliance with law 
or regulation but in misconception of 
the entire problem of "hot work" on 
a nongas free tankshlp. Obviously It 
was not safe to perform "hot work" 
on this vessel. Measures taken In 
partially washing out Nos. 1, 2, and 3 
tanks and in filling No. 4 tank with 
water were entirely inadequate. All 
tank domes should have been dogged 
down hand tight and set up with non
sparking wrenches. Leading welding 
cables aboard in the vicinity of nongas 

free tanks when they could have been 
led aboard near the stern was inviting 
disaster. It goes without saying that 
continued neglect of the vessel's pres
sure vacuum relief valves would 
sooner or later have led to grieL 

Just prior to the explosion, the 
above tanker was indeed like a loaded 
gun with numerous fingers tickling 
the trigger. The element of doubt as 
to the loaded gun going off was not 
whether, but when. 

GIVE THE ALARM 
A Chief Engineer tells the story. . 
"One of my oilers was coming back 

to the ship at night in an Alaskan 
port. Well, the oile1· fell into the 
water. Water's cold. Fortunately he 
had had sufficient foresight to fortify 
himself against cha.nee immersion, so 
all the shock did was to stimulate him. 
He raised his voice, loud and clear, 
'Help! Help!' In due time an ordi
nary seaman appeared at the ship's 
rail and peered underneath the wharf 
and said, 'What do you want?' 

" 'Get me out of here. I'm drown
ing. Throw me a line,' was the frantic 
reply. 

"The ordinary seaman disappeared 
for what seemed centuries. Finally 
he reappeared, stuck his head over 
the side and informed the oiler that 
he could not find a line. 

"The oiler's response was vehement. 
He promised to throttle the ordinary 
just as soon as he got aboard, and 
told him to call the mate. 

"By this time help had arrived and 
the man was yanked out. He was a 
little worn around the edges, but soon 
recovered." 

Now the moral of this yarn is, in an 
emergency, give the alarm. Among 
the ordinary seaman's first actions 
should have been to give the alarm by 
singing out 'Man overboard.' At the 
same time he should have located a 
lifering and thrown it to the man. 
Company practice requires a lifering 
be kept ready at hand at the head of 
the gangway and men on deck should 
know where the ring is located. 

In the case of fire the first thing is 
to give the alarm and at the same 
time to lead out fire hose or take other 
appropriate action. 

Should a person be found asphyxi
ated in a compartment, the first ac
tion is to sound the alarm, not to 
attempt rescue. More than one man 
in industrial history has paid with his 
life through failure to follow this rule. 

The alarm may be given by voice, 
by the general a.Iarm from a.ny of 
three control stations, by the ship's 
whistle, or other expedient means, de
pendent upon circumstances. 

-Standard of California 
Safety Bulleti?t 
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Continued from page 59 
"o. Fire extinguishers, portable, 

hand, carbon dioxide (46 CFR 25.30, 
34.25, 76.50, 95.50) : $54. 

"p. Fire extinguishers, portable, 
hand, carbon tetrachloride <46 CFR 
25.30, 34.25, 76.50. 95.50) : $54. 

"q. Fire extinguishers, portable, 
hand, chemical foam (46 CFR 25.30, 
34.25, 76.50, 95.50) : $54. 

"r. Fire extinguishers. portable, 
hand, dry chemical (46 CFR 25.30, 
34.25, 76.50, 95.50) : $54. 

"s. Fire extinguishers, portable, 
hand, mechanical roam < 46 CFR 25.30, 
34.25, 76.50, 95.50) : $54. 

"t. Fire extinguishers, portable, 
hand, pump tank (46 CFR 25.30, 34.25, 
76.50, 95.50): $54. 

"u. Fire ext,inguishers, Portable, 
hand, soda acid <46 CFR 25.30, 34.25, 
76.50, 95.50): $54. 

"v. Fire extinguishers, portable, 
hand, water, cartridge-operated (46 
CFR 25.30, 34.25, .76.50, 95.50) : $54. 

"w. Fire extinguishing systems, 
fixed (46 CFR25.30, 34.15, 34.20, 76.05, 
95.05) : $138. 

"x. F i r e extinguishing systems, 
portable (46 CFR 25.30, 34.15, 34.20, 
76.05, 95.05) : $138. 

"y. Fire extinguishing systems, 
semiportable (46 CFR 25.30, 34.15, 
34.20, 76.05, 95.05) : $138. 

"z. Fire Indicating and alarm sys
tems <46 CFR 76.05, 95.05): $378. 

·•aa.. Fire patrol systems, supervised 
<46 CFR 76.05-10): $27. 

"ab. Flame arresters, backfire <for 
carburetors) (46 CFR 162.015>: $27. 

"ac. Flame arresters for tank ves
sels <46 CFR 162.016) : $45. 

"ad. Flashlights, electric, hand (46 
CFR 161.008) : $54. 

"ae. Fusible plugs (46CFR162.014): 
$10. 

"af. Gas masks, self-contained 
breathing apparatus, and supplied air 
containers (46 CFR 160.011>: $24. 

"ag. Gaging devices, liquid level, 
liquefied compressed gas (46 CFR 
38.10-20) : $27. 

"ah. Hand propelling gear, lifeboat 
<46 CFR 160.034) : $210. 

"ai. Hatchets, lifeboat and life raft 
<46 CFR 160.013) : $21. 

"aj. Incombustible materials <46 
CFR 164.009) : $42. 

"ak. Indicators, boiler, water-level, 
secondary type (46 CFR 52.70-50) : 
$36. 

"al. Jacknife, with can opener (46 
CFR 160.043) : $24. 

"am. Kits, first-aid (46 CFR 
160.041): $48. 

"an. Ladders, embarkation-debar
kation Cftexlble) (46 CFR 160.017) : 
$62. 

"ao. Lamps, safety, flame <46 CFR 
160.016) : $24. 

"ap. Lifeboats <46 CFR 160.035): 
$178. 

"aq. Life fl.oats (46 CFR 160.027): 
$90. 

"ar. Li.fe preservers, balsa wood, 
Models 42 a.nd 46 <46 CFR 160.004): 
$56. 

"as. Li.fe preservers, cork, Models 
32 and 36 (46 CFR 160.003) : $56. 

"at. Life preservers, fibrous glass, 
Models 51, 52, 55, and 56 (46 CFR 
160.005) : $56. 

"au. Life preservers, kapok, Models 
2, 3, 5, and 6 (46 CFR 160.002) : $56. 

"av. Life preservers, repairing, and 
cleaning <46 CFR 160.006): $37. 

"aw. Life rafts (46 CFR 160.018): 
$114. 

"ax. Lights, water. electric, float
ing, automatic <with bracket for 
mounting), for merchant vessels <46 
CFR 161.001) : $108. 

"ay. Lights, water, self-igniting 
(calcium carbide-calcium phosphide 
type), for merchant vessels (46 CFR 
160.012) : $66. 

"az. Line-throwing appliance im
pulse-projected rocket type '<and 
equipment>, for merchant vessels (46 
CFR 160.040) : $102. 

"ba. Line - throwing appliance, 
shoulder gun type <and equipment) , 
for merchant vessels (46 CFR 
160.031) : $102. 

"bb. Loudspeaker system, emer
gency <46 CFR 113.50-5> : $378. 

"be. Mechanical disengaging ap
paratus, liieboat, for merchant vessels 
<46 CFR 160.033) : $210. 

"bd. Mirrors, signaling <emergency> 
C46 CFR 33.15, 75.20, 95.20): $30. 

"be. Nozzles, fire hose, combination 
solid stream and water spray Cl ~ 
inch and 2 Y2-inch), for merchant ves
sels (46 CFR 162.027) : $36. 

"bf. Nozzles, water spray (1 ~-inch 
fixed type) <46 CFR 34.10, 76.10, 
95.10) : $36. 

"bg. Pumps, bilge-lifeboat (46 CFR 
160.044) : $62. 

"bh. Regulators and low water 
alarms, boiler feed (46 CFR 52.70-
50): $36. 

"bi. Sea anchors, lifeboat (46 CFR 
33.15, 75.20, 94.20): $27. 

"bj. Searchlights, motor lifeboat 
(46 CFR 161.006) : $54. 

"bk. Signal pistols for parachute 
red flare distress signals (46 CFR 
160.028) : $58. 

"bl. Signals, distress, combination 
flare and smoke, hand (46 CFR 
160.023) : $68. 

TnERE ARE FJ\'l: Wi\YS '1'0 CET ASDORE: 
YOU CAN USE TOE LAl\'DlNC CF.i\R OR 
LADDER. OR YOU CAN JUMP. FALL OR DE 
THROWN. 'ftrE FIRST TWO "ETnons 
MAKE SE:"SE; TJlF. OTIJ.ER TllRl-:E MAKE 
BASKET C.\ SES. lF YOU WA'.\T TO Jn; AN 
ACRODAT, JOIN TTIE CIHCUS. 

-S1tf'ETY WC 

NEAR ACCIDENTS ARE WARNINGS! 

"bm. Signals, distress, flare, red, 
hand (46 CFR 160.021): $58. 

"bn. Signals, distress, hand-held 
rocket-propelled parachute red flare 
(46 CFR 160.036) : $58. 

"bo. Signals, distress, pistol-pro
jected parachute red fl.are (46 CFR 
160.024) : $58. 

"bp. Signals, distress, smoke or
ange, floating (46 CFR 160.022) :' $58. 

" bq. Signals, distress, smoke, or
ange, hand (46 CFR 160.037) : $58. 

"bl'. Structural insulation (46 CFR 
72.05, 92.05) : $42. 

"bs. Telephone systems, sound
po~ered <46 CFR 113.30-25> : $100. 

'bt. Valves, pressure-vacuum re
lief and spill, for tank vessels < 45' CFR 
162.017) : $54. 

"bu. Valves, relief, hot water heat
ing boilers (46 CFR 162.013> : $45. 

"bv. Valves, safety, power boilers 
C46 CFR 162.001> : $54. 

"bw. Valves, safety, steam heating 
boilers (46 CFR 162.012) : $45. 

"bx. Valves. safety relief, liquef!ed 
compressed gas (46 CFR 162.018>: 
$45. 

"by. Welding electrodes (46 CFR 
56.01-20) : $10. 

"bz. Winches. lifeboat (46 CFR 
16-0.015): $258. 

"12. Renewal of a certification or 
the approval of an alteration of an 
Item of equipment or material. The 
fee for the renewal of a certification 
or the approval of an alteration of an 
item of equipment or material listed 
in paragraph 11 is to be $10. 

"13. Certificate of award of number 
for an undocumented vessel (46 CFR 
Part 172). 'The fee is to be $5.00 for 
each certificate, for each dupllcate 
certificate issued in lieu of lost origi
nal certificate, and for each certifi
cate reissued because of change In 
address of owner or change of name 
service, or engine number." ' 

After this proposed schedule of fees 
Is made eliective, each application or 
request <formal or Informal> for any 
permit, certificate, or other document 
described in paragraphs 6 to 13 in
clusive, quoted above, must be ac~om
panied by a remittance in full amount 
of the fee: An application accompa
nied by an insufficient amount will not 
be accepted for processing and may be 
retumed to the applicant. No refund 
of fees will be made except in the case 
of a payment in excess of the fee 
presc1ibed. 

It is contemplated that the sched
ule of fees will be revised biennially 
and adjustments made where neces~ 
sary to conform the fees charged to 
actual experience in the light of new 
or changed circumstances. 

The schedule of fees as it is finally 
determined, together with notice of 
its effective date will be published in 
the FEDERAL REGISTER. 



AMENDMENTS TO 
REGULATIONS 

I EDITOR'S NOTE.-The material con
tained herein has been condensed due 
to space limitations. Copies may be 
obtained upon request from the Com
mandant <CMC>. U. S. Coast Guard, 
Washington 25, D. C. l 

TITLE 33-~AVIGA TION AND 
NAVIGABLE WATERS 

CHAPTER I-COAST GUARD, DE
PARTMENT OF THE TREASURY 

Subchapter K-Security of Vessels 

[CGFR 54-41 

PART 121-SECURITY CHECK AND CLEAR
ANCE OF MERCHANT MARINE PERSONNEL 

APPEAL AND REVIEW PROCEDURES FOR PER-
SONS DENIED SECURITY CLEARANCE 
The purpose for amending 33 CFR 

121.21 <a> <3) m is to announce and 
state that the written statement or bill 
of particulars furnished to persons de
nied security clearance in appeal and 
review procedures will be prepared by 
the Commandant, United States Coast 
Guard, and that such statement or 
bill of particulars will be furnished by 
him to the Chai.J:man, Local Appeal 
Board. for inclusion In the written 
notification required by 33 CFR 121 21 
(a) <3). 

TITLE 46-SHIPPING 

CHAPTE R I-COAST GUA RD, DE
PARTMENT OF THE TREASURY 

Subchapter F-Marinc Engineering 

[CGFR ~4-2) 

MATERIALS, CONSTRUCTION, UNFIRED 
PRESSURE VESSELS, AND PIPING FOR 
MERCHANT VESSELS 
A notice regarding proposed mis

cellaneous changes In the Marine En
gineering Regulations for merchant 
vessels was published in the FEDERAL 
REGISTER dated September 9. 1953, 18 
F. R. 5433. as items IX, X. and XI on 
the agenda to be considered by the 
Merchant Marine Council, and a pub
lic hearing was held by the Merchant 
Marine council on September 29, 
1953, aL Washington. D. C. All com
ments, views, and data submitted were 
considered and where practicable were 
incorporated into the regulations. 
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APPEND 1-X 
The amendments to 46 CFR 51.04-1, 

51.07-1. 51.13-1, 51.22-1. 51.25-1, 
51.34-1, 51.46-1, 51.49-1. 51.58-1, 
51.61-1, 51.67-1, 51.70-1. 51.73-1, and 
51.76-1 revise and bring up to date 
the requirements with respect to stan
dard specifications issued by the 
American Society for Testing Materi
als. These amendments are based on 
item IX of the agenda. 

The canceJlatlon of 46 CFR 52.01-
80. regarding boilers on barges, and 46 
CPR 52 20-10 <D, regarding detailed 
requirements for manhole and hand
hole openings in externally fired boil
ers; ls because these regulations are 
no longer necessary. These changes 
are based on item IX of the agenda. 

Table 52.05- 10 <a> in 46 CFR 
52.05- 10 is amended by adding maxi
mum allowable stress values for steel 
forgings <ASTM designation Al82-
52aT) and steel castings <ASTM 
designation A351-52T>, and by revis
ing the maximum allowable stresses 
for certain other ferrous materials. 
This change is based on item IX of 
the agenda. 

The amendments to 46 CFR 52.05-5 
ca.), 52.05- 12 <g), 52.15-5 ca>, 52.20-5 
<al, and 52.22-5 Ca ) clarify the intent 
of the regulations with respect to the 
materials to be used in the shells and 
heads of boilers. These changes are 
based on item IX of the agenda. 

The amendment to 46 CFR 52.35-20 
Cf> permits stays and staybolts in fire 
tube boilers to be attached by welding 
in addition to the methods previously 
permitted. This change is in sub
stantial agreement with the require
ments of the American Society of 
Mechanical Engineers' boiler code. 
This amendment is based on item IX 
of the.agenda. 

Table 52.55-10 <a2) in 46 CFR 
52.55-10 <a> <2> is made applicable to 
seamless low carbon steel tubes sub
ject to internal pressure where ex
panded into drums or headers. The 
values set forth in this table may be 
used in the computations to determine 
the maximum allowable pressw·es for 
electric-!·esistance-welded low carbon 
steel tubes when used as either boiler, 
waterwall, economizer, or superheater 
tubes when fully enclosed wit,hin the 
boiler setting. When such Lubes ar:: 
to be used outside the boiler casing 
the maximum allowable pressure.; 
shall not exceed 85 percent of the 
values set forth In table 52.55-10 (a2J. 
This amendment is based on Item IX 
of the agenda. 

The amendments to 46 CFR 54.03-
15, 54.03-20, and 54.03-35, regarding 
the design and construction or unfired 

pressure vessels, are intended to bring 
Coast Guard requirements into closer 
agreement with the standards of the 
Tubular Exchangers Manufacturers 
Association and to clarify the intent 
of the regulations. The amendment 
to 46 CFR 54.03-35. regarding access 
and inspection openings, will bring 
Coast Guard requirements into closer 
agreement with the requirements of 
the American Society for Mechanical 
Engineers. These changes are based 
on item X of the agenda. 

The amendments to 46 CPR 55.07-1 
and 55.07-5 revise the requirements 
regarding seamless alloy steel pipe 
and will require that alloy steel bent 
pipe should be heat treated in order 
to remove locked up stresses as well 
as to refine the grain structw·e. The 
specification references and grade 
designations have been revised and 
brought up to date. These changes 
are based on item XI of the agenda. 

TITLE 46-SHIPPING 
CHAPTER I-COAST GUARD, DE

PARTMENT OF THE TREASURY 
Subchapter N-Explosives or Other Danger· 

ous Articles or Substances and Combu,tibl• 
liquids on Board Veuels 

[ CGFR 53-54 I 

PART 146.:......TRANSPORTATION OR STOW
AGE OF EXPLOSIVES OR OTHER DANGER
OUS ARTICLES OR SUBSTANCES /'o~-.i 
COMBUSTIBLE LIQUIDS ON BOAP.:> 
VESSELS 

MISCELLANEOUS AMENDMENTS 
The purpose of the amendments ;n 

this document Is to correct and 10 
clarify certain dangerous cargo 1e
quirements contained in Coast Guard 
Document CGFR 53-54, Federal Reg
ister Document 53-10446, which ". 
published in the Federal Regis·er
dated December 16. 1953, and coo~ 
Guard Document CGFR 53-26, F. d
eral Register Document 53- 7628 
which was published In the Fede:-a 
Register dated September 1, 1953. 

EQUIPMENT APPROVED 
BY THE COMMANDANT 

[Editor's Note: Due to space linu• -
tions, it is not possible Lo publish :: 
documents regarding approvals ar. 
terminations of approvals of equ:r
ment publlshed in the Federal Rer.:1• -
ter dated February 16, 1954 <CGFR 
54-6>. Copies may be obta1~ 
upon request from the Command-in· 
<CMC), U. s. Coast Guard, Washin -
ton 25, D. C. l 
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ARTICLES OF SHIPS' 
STORES AND SUPPLIES 
Articles of ships' stores and sup

plies certlflcated from January 30, 
1954 to March 1, 1954, inclusive, for 
use on board vessels in accordance 
with the provisions of Part 147 of 
the regulations governing "Explosives 
or Other Dangerous Articles on Board 
Vessels" are as follows: 

CANCELED 

(Failed to renew in accordance with 
46 CFR 147.03-9> 

Pictrebor Chemical Co., Bellport, 
N. Y. Certificate No. 118, dated 
March 1, 1954. "PICTREBOR DECK 
CLEANSER." 

International Metal Polish Co., Inc., 
1910 Quill St., Indianapolis 7, Ind. 
Certificate No. 171, March 1, 1954 . 
"BLUE RIDBON PASTE METAL 
POLISH." 

Knapp-Monarch Co., Bent & Po
tomac St., St. Louis 16, Mo. Certifi
cate No. 208, dated March l, 1954. 
"MAGIK MIST AEROSOL INSECTI
CIDE DISPENSER." 

Rex-Cleanwall Corp., 126 South 
Murphy Ave., Brazil, Ind. Certifi
cate No. 211, dated March 1, 1954. 
"REXGLO-X.'' 

Rex-Cleanwall Corp., 126 South 
Murphy Ave., Brazil, Ind. Certifi
cate No. 212, dated March l, 1954. 
''REXGLO CONCENTRATE.'' 

.Elraco Engineertng Co., 14th & Gar
den Sts., Hoboken, N. J. Certificate 
No. 264, dated March 1, 1954. "EL
RACO DEGREASER." 

D eco Products Co., Inc., 421 west 
126th St., New York 27, N. Y. Cer
tificate No. 274, dated March l, 1954. 
"CRESOLENE DISINFECTANT." 

Deco ProdtLcts Co., Inc .. 421 West 
126th St .. New York 27, N. Y. Cer
tificate No. 290, dated March 1, 1954. 
" COAL TAR DISINFECTANT." 

The Enequist Chemical Co., Inc., 
255 Freeman St .. Brooklyn, N. Y. 
Certificate No. 311. dated March 1, 
1954. "ULTREIX #725.'' 

S. c. Johnson & Son, Inc., Racine, 
Wis. Certificate No. 322. dated 
March 1, 1954. ''NO BUFF FLOOR 
FINISH <BROWN LABEL>." 

S. C. Johnson & Son, Inc .. Racine, 
Wis. Certificate No. 323, dated 
March 1, 1954. ''NO BUFF FLOOR 
FINISH <GREEN LABEL>.'' 

Chemical Detergents Co., Inc., 27 
William St., New York 5, N. Y. Cer
tificate No. 327, dated March 1, 1954. 
"PLANISOL." . 

Standard Oil Co. <ESSO>, 15 West 
51st St., New York 19. N. Y. Certifi
cate No. 330, dated March 1, 1954. 
··FLIT." 

April 1954 

Standard Oil Co. <ESSO>, 15 west 
51st St .. New York 19, N. Y. Certifi
cate No. 331, dated March 1, 1954. 
"FLIT AEROSOL INSECT SPRAY." 

E. F. Houghton & Co., 303 Lehigh 
Ave., Philadelphia 38, Pa. Certificate 
No. 352, dated March l, 1954. "VIM
SOLV 'M'." 

AFFIDAVITS 

The following affidavits were ac
cepted during the period from 15 
December 1953 to 15 January 1954: 

The Klinger Corporation of Amer
ica, 95 River Street, Hoboken, N. J .," 
Valves. . 

United Conveyor Cor11oration, 37 
W. Van Buren Street. Chicago 5, Ill. 
Valves and Fittings. 

The following affidavits were ac
cepted during the period from 15 Jan
uary to 15 February 1954: 

Western Sales & Supply Co., 420 
Market St., San Francisco, Calif. 
Flanges. 

Sharvania Oil & Grease Corp., P. 0. 
Box 1550. Memphis 1, Tenn. Pipe 
fittings. 

Berkeley Forge & Tool Co., Berkeley, 
Calif. Forgings. 

FUSIBLE PLUGS 

The regulations prescribed in sub
parL 162.014. subchapter Q , Speclflca
tions. require that manufacturers 
submit, samples from each heat of 
fusible plugs for test prior to plugs 
manufactured from the heat being 
used on vessels subject to inspection 
by the Coast Guard. A list of ap
proved heats which have been tested 
and found acceptable during the 
period from 15 January to 15 Febru
ary 1954, Is as follo\vs: 

The Lunkenheimer Co., Cincinnati 
14, Ohio. Heat No. 477. 

!IA~ 
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"Now hold your horses, skipper; no veucl of mine 
·c1eo..-1 port until I cost 'cm off, seo1" 

Courtesy Maritime Reporter 

u .•• COVtRHNl'.HT PRIKTIHG orflCE; 1914 

r'ontinued from page 6 t 
ments clearly indicates their complete 
lack of acquaintance with or knowl
edge about any or all rudiments of 
boat safety or safety anoat. In a 
word, ignorance was the cause of the 
casualty in which they were involved . 
A review of the record indicaLes that 
this is true of virtually all outboard 
motorboat accidents involving loss of 
life. The cause for the appalling loss 
of life in outboard motorboat acci
dents in their order of importance 
may be classified as follows: 

Irresponsibility and overloading. 
Operation under bad weather 

conditions. 
Failure to carry required United 

States Coast Guard approved life
saving devices for each person on 
board. 

Failure to become indoctrinated 
with or make provision for the use 
and availability of lifesaving devices 
under emergency conditions. 

Reckless navigation, I.e., no look
out, following other vessels' wakes, etc. 

Speed. 
Lack of knowledge of basic sea

manship. 
Indications are that operation of 

outboard motorboats is on aI) upward 
surge so that an Increase of acci
dents of such motorboats involving 
loss of life may be expected unless en
ergetic preventative action is insti
tuted. 

We all know that outboard motor
boat operators requil"e no licensing 
and that the boat itself is subject. to 
only the minimum legal safety re
quirements. Some acLion which is at 
least a wedge of common sense into 
the Ignorance and irresponsbility of 
outboard motorboat operators is 
strongly indicated in the interests of 
preventing needless loss of life. 

To create such a wedge. considera
tion should be given to the following 
suggestions: 

1. Furnish each purchaser or 
lessee of an outboard motor or boat 
with a pamphlet pertaining to the 
elements and rudiments of safe mo
torboat operation and safety afloat. 

2. Permanently indicate on each 
outboard motor the legal and real 
necessity for carrying approved life
saving devices, Including methods of 
use and availability. 

3. Construct boats intended for 
use with outboard motors with built
In air tanks filled with a suitable 
buoyant agent such as kapok, balsa 
wood, cork, etc. 

4. In each boat, attach a perma
nently legible plate clearly setting 
forth the maximum capacity of the 
boat; the minimum fl'eeboard of the 
boat, and the weather conditions 
under which the boat may be safely 
operated. 
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(G. s. Seal, Puraer, Matson Iavigation Co.) 


