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FRONT COVER 

The SS Lone Star Mariner built by the Ingalls Shipbuilding Corporation is 
shown on its first speed trial. The Lone Star Mariner was named after the 
Lone Star State <Texas). Particulars are: Length between perpendiculars, 
528 feet; beam, 76 feet; load draft, 28 feet .10 inches; deadweight approxi
mately 13,400 tons; normal shaft horsepower, 17,500. 

NAVY 
PLOTTER 

R E L E A S E S RADAR 
TO· MERCHANT VESSELS 

The United s tates Navy has i·e
leased for merchant marine use a 
plastic maneuvering board that can 
be operated at the radar that is ex
pected to help prevent collisions by 
reducing the time and work of eval
uating -radar information. 

The maneuvering board was re
leased in response to an appeal for its 
use by the United States Coast Guard. 

Many ship collisions reported last 
year by the Coast 'Guard involved ves
sels equipped with radar. It has been 
pointed out by many sources that 
the majority of such collisions were 
caused by failure to interpret radar 
screens properly. 

In many instances there is too 
much guessing about course changes 
when collisions are potential. In 
order to use the radar data intelli
gently a plot must be mal.ntained on 
all pips as they appear on the radar 
screen. 

The plastic, easily handled, ma
neuvering board will enable a navi
gator to maintain regular and con
tinuous plottings of pips and to de
termine relative motion· and true 
course and speed in a few seconds. 
Plots genei.·ally have been made on 
paperboards located in a chartroom 
and require the use of parallel rules, 
dividers, and logarithm tables. 

The instrument is called Maneuver
ing Board Plastic Mark No. 1, Modelo, 
and is manufactured by G. Felsenthal 
& Sons, Chicago, Ill. 

The use of this plastic maneuvering 
board will not eliminate the neces
sity of a radar operator being 
grounded in the fundamentals of 
radar operation and the . theory of 
eva.luatiilg radar information. Ship 
operators recognize the importance of 
schooling in radar and are encourag
ing their omcers to attend the various 
radar schools now open to them. 
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RADAR AND RULES OF THE ROAD 
By this time, 9 years after the end 

of World War II, navigators should 
have no illusions as to any mystical 
POwers POSSessed by radar. It iS now 
generally accepted that radar cannot 
avoid collision-it can only supply in
formation which can help the navi
gator avoid collision. 

Since 1950, when the radar became 
standard equipment aboard most mer
chant ships, there have been countless 
colliSions involving ships so equipped. 
Lloyds of London's annual reports of 
ship casualties list 6,110 ships of over 
500 gross tons involved in collisions 
since 1950. The number equipped 
with radar is not given but presumably 
it is a substantial number. Included 
in the foregoing statistics are several 
serious cases of collisions involving 
American . Flag vessels where both 
ships were equipped with radar. 
These are as follows: 

SS MARY LUCKENBACH 
USNS BENEVOLENCE 

21 September 1950, San Francisco 
Bay 

USNS BENEVOLENCE sunk, 23 
persons lost 

SS ESSO SUEZ 
SS ESSO GREENBORO 

20 April 1951, Gulf of Mexico 
Extensive damage to both vessels, 

39 persons dead 
SS HAWAIIAN RANCHER 
SS FERNSTREAM <Norwegian) 

11 December 1952, San Francisco 
Bay 

SS FERNSTREAM sunk, no lives 
lost 

USNS HAITI VICTORY 
SS DUKE OF YORK (British) 

6 May 1953, English Channel 
SS DUKE OF YORK sunk, 7 per

sons lost 
SS HAWAIIAN PILOT 
SS JACOB LUCKENBACH 

14 July 1953, Pacific Coast 
SS JACOB LUCKENBACH sunk, 

no lives lost; 
SS ATLANTIC DEALER 
SS ATLANTIC ENGINEER 

30 December 1953, Delaware River 
Extensive damage to both vessels, 

9 persons dead 

It is not to be construed that the 
value of radar to shipping as a whole 
Is being minim.ired. To the con
trary-for one thing this aid to navi
gation has practically · eliminated 
strandings. It is in the collision type 
of accident that radar seems to serve. 
in some cases, as a contributing cause 
instead of a preventive measure. 
Official reports of collision Investiga
tions show that Invariably the Rules 
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of the Road, specifically Rule 16, was 
ignored. 

.Rule 16. (a) Every vessel, or 
seaplane when taxl-1ng on the wa
ter, shall, In fog, mist, falling snow. 
heavy rainstorms or any other con
dition similarly restricting visibil
ity go at a moderate speed, having 
carefu I regard to the existing cir
cumstances ancl conditions. 

(b) A power-driven vessel hear
ing, apparently forward of her 
beam, the fog-signal of a. vessel the 
position or wblcb Is not ascer
tained. shall. so tar as the circum
stances of the case admit, stop her 
engines, and then navigate with 
caution until danger of collision is 
over. 

Sole reliance generally was placed on 
the radar and the navigator's skill in 
maneuvering his vessel, with the re
sult that co111ston occurred. 

Recently, the judge in a British Ad
miralty Court, having considered a 
collision case SS THORSHOVDI-SS 
ANNA SALEN Involving two ships 
equipped \vith radar, held both vessels 
equally at fault and made this gra
tuitous observation: " It is a melan
choly rettectton that the collision 
probably would not have happened if 
the ships had not been fitted with 
radar.'' This case serves to illustrate 
the fact that such naviga.tlonal aids 

Increase safety only if intelligently 
used. 

There can be no. place for second 
guesses when two ships are on a col
lision course at full speed in the fog. 
It Is no time for the navigator to be 
speculating as to the meaning of the 
radar scope information; and while 
he is interpreting this information 
there can be only one way to navigate 
and that is "to navigate with caution" 
in accordance with Rule 16. 

Some navigators appear to inter
pret this important rule as not re
quiring strict compliance until a fog 
whistle Is actually heard. That is a. 
gross misinterpretation of the rule. 
While radar does alert the navigator 
to the presence of another vessel for
"".ard of her beam, and does ascertain 
the position, one observation does not 
inform the navigator as to the other 
vessel's course or speed, although in
formation as to course and speed 
might be readily apparent from just 
one visual observation. It is true 
that a. plot developed from radar 1n
forma tion will give the course and 
speed. Such a plot, however, requires 
at the minimum several pip observa
tions. Since two ships each making 
15 knots close at the rate of one 
thousand yards a minute, the prudent 
navigator will navigate with caution, 
in compliance with Rule 16, lmmedi-
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ately upon observing a radar pip. 
It is true that the situation will 

arise where a vessel equipped with 
radar is required to comply with Rule 
16 long before a vessel not so equipped 
wo.uld be legally compelled to comply. 
This inequity, if it can be called such, 
is in the interest of safety. The 
prudent navigator will abide by this 
Rule. To date the Admiralty· Courts 
have evidenced no indication that 
they intend to find a radar-equipped 
vessel less at fault for failure to com
ply with Rule 16. This judicial at
mosphere, when considered with the 
fact that it took approximately 70 
years to modify the International 
Rules of the Road. would indicate 
that it may be quite a few voyages 
before there is any modification of 
the Rules because of the advent of 
radar. Accordingly, it behooves the 
navigator to conform to the pi·~-

scribed Rules rather than to Interpret 
them to his own satisfaction. 

In connection with this, the fol
lowing statement is quoted from the 
International Conference on Safety 
of Life at Sea, 1948: 

The Conference, while recogniz
ing that the recent advances in 
radar and elect ronic navigational 
aids are o! great service to ship
ping, is o! the opinion that the 
possession of any such device In 
no way relieves the master of a 
ship from his obligation strictly to 
observe the requirements laid 
down in t he International R~gula

tions for Preventing Collisions at 
Sea, and in particular, the obliga
tions contained in Articles 15 and 
16 of t hose :Regulations. 

The following report of a collision 
investigation concerns two vessels 
both equipped with radar. This case 
vividly illustrates the possible result 

Figure 2. 
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when Rule 16 is ignored: 
Early one morning in 1951, a tanker 

was proceeding in ballast in the G•1lf 
of Mexico bound for Arkansas, Texas. 

At 0330 while on a course of 284 
degrees true and making full speed of 
17 knots, she entered a heavy fog 
bank. The watch officer, having 
called the master, turned on the 
radar and commenced manually 
blowing fog signals; but he did not 
reduce the speed of the vessel or ring 
the engine telegraph. 

At 0335, the master assumed the 
conn, looked at the radar scope which 
w'as set on the 8-mile scale, put the 
engines on standby, but did not order 
any change in the speed. 

At about 0400, the master observed 
a pip on the scope which he inter
preted as another ship bearing ap
proximately 2 points on the star
board bow at a distance of 6 miles. 
<See Figure 1) 

He accordingly ordered a change of 
course from 284 to 270 degrees true 
in order to effect a-starboard to star
board passing. It will be noted that 
this action was taken without any 
attempt to ascertain the course or 
speed of the other vessel. All the 
master knew was her bearing and 
distance off. 

By 0410, visibility had decreased 
and the master again examined the 
radar scope. The pip this time was 
bearing approximately 4 points on the 
starboard bow at a distance of 3 miles. 
He again altered course to the left 
to 260° and then to 250°. He still did 
not know the course of the other ves
sel and his ship's speed remained at 
17 knots, or 1,700 feet per minute. 

Suddenly at 0412, with no warning 
fog signal, the watch officer sighted 
the red side light and white light of 
the other ship about 500 feet off the 
starboard bow, bearing 15° relative. 
The master immediately ordered hard 
left-rudder and rang up stop on the 
engine telegraph. 

Less than a minute later the bow 
of the tanker slashed through the 
port side of the other ship at an angle 
of appro1!'.imately 90 degrees. The 
ensuing fires which broke out on both 
vessels resulted in the loss of many 
lives and extensive damage. (See 
Figures 2 and 3.> 

There were no witnesses alive to 
testify as to the course and speed of 
the other ship but it was determined 
that at 0200 she was on a course of 
106° making 15 knots. There was 
evidence to indicate that, at about 
0410, she commenced avoiding action 
by changing course to her starboard. 

An analysis of the aforementioned 
report indicates that the two vessels 
were on a collision course from the 

· time of the first sighting on the scope 
at 6 miles distance. It is quite pos-
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Figure 3 

s!ble that the master of the tanker 
erroneously assumed the change in 
relative bearing at 0400 and 0410 in
dicated the bearing was opening when 
actually his 0400 change of course 
from 284° to 270° offset this apparent 
change in relative bearing. 

In any event, here was a case where 
a radar-equipped vessel had knowl
edge of a vessel forward of the beam 
but did not comply with Rule 16, 
which resulted in a disaster. 

For his failure to obey the Rules of 
the Road the master had his license 
revoked and was convicted in the 
U. S. District Court, District of New 
Jersey, on 9 February 1954 for vio
lation of 18 U. S. C. 2196 and was 
sentenced to imprisonment for one 
year, sentence suspended on 6 months' 
probation. 

There are several rules that could 
be drawn from this collision analysis, 
as follows: 

1. When navigating in fog Ol' low 
vlsiblllty, do not forget that one 
radar scope pip observation gives 
only the bearing and distance. 
You do not know the course, head
ing or speed of the target from one 
observation. 

2. Do not fall to comply with 
Rule 16 In fog irrespective of avail
able radar ln!orm~ition. 

3, Do not change your own ship's 
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course until you have determined 
the course of the target vessel. 

4. Always assume the other ves
sel does not have radar aud has 
no knowledge of your presence. 

But perhaps they can best be 
summed up in one General Rule TO 
AVOID COLLISION, USE YOUR 
RADAR IN CONJUNCTION WITH 
RATHER THAN IN LIEU OF RULES 
15 AND 16 OF THE RULES OF THE 
ROAD. 

SIDE LIGHTS 
ON THE RULES (1855) 

By Tho-mas Gray 

Both in safety and in doubt 
Always keep a good lookout 

In danger, with no room to tw·n, 
Ease her!-Stop her!-Go astern! 

d; d; d; 
If to your starboard Red appear, 

It is your duty to keep clear; 
To act as judgment says is proper

To Port-or Starboai·d-Back-
or, Stop her! . 

But when upon your Port is seen 
A Steamer's starboard light of 

Green, 
There's not so much for you to do, 

For Green to port keeps clear of 
you. 

~ 
TRADITIONS OF THE SEA , 

The roll of American Seafar
ers who have performed their 
duties in an outstanding and 
meritoi"ious manner in accord
ance with the highest traditions 
of the sea is long but never com
pleted. One of the names which 
has a distinguished place on this 
roll is that of CAPTAIN RICH
ARD E. HOCKEN. 

While serving as Master of the 
SS Pipestone County, his vessel 
experienced severe enemy ac
tion and as a result was torpe
doed and sunk on 21 April 1942. 
Captain Hocken survived this 
torpedoing and returned to sea 
soon thereafter as Master of the 
SS William Moultrie. 

On 25 July 1946, the President 
of the United States conferred 
the Merchant Marine Distin-· 
guished Service Medal on RICH
ARD E. HOCKEN, MASTER, in 
accordance with the following 
citation: 

For distinguished service 
in tbe Hue of duty. His 
ship, SS William Moultrie, 
in a convoy which suffered 
heavy 1 o s s es, fought 
through a week of con
tinuous attacks by enemy 
bombers and submarines 
to deliver her cargo of war 
material to a North Rus
sian port. In the course 
of the long running bat
tle, the ship was directly 
attacked thirteen times 
and was credit.ed with 
downing eight planes. and 
with scoring direct bits on 
twelve others. During tile 
first attack on the convoy, 
the Moultr1e distinguished 
herself by shooting down , 
three torpedo planes and 
assisting in the destruc-
tion of six more. The fol
lowing day her g u n s 
brought down four more of 
the attacking planes and 
damaged five. Later, after 
successfully repelling an-
other attack by planes, row· 
torpedoes were sighted 
headed for the stern of the 
Moultrie. The ship's guns 
fired upon them exploding 
one. and the other three 
were eluded by skillful 
seamanship. 

Captain Hocken, Master 
of a gallant ship and a gal
lant crew, exhibited quali
ties of leadership and high 
courage in keeping with 
the finest traditions of the 
United States Merchant 
Marine. 
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In this, the 15th article in the Side 
· Lights on the Rules series, we shall 

continue the comparison of the In 
ternational Rules with the cone
sponding provisions in the local rules 
applicable to Inland Waters, Western 
Rivers, and the Great Lakes by turn
ing to Rule 18, International Rules, 
dealing with power- driven vessels 
meeting end on. 

Rule 18, International Rules, 
states: 

Rule 18. (a) When two power-driven 
vessels are meeting end on, or nearly end 
on, so as to involve risk o! collision, each 
shall alter her course to starboard, so 
that each may pass on the port side of 
the other. This Rule only applies to cases 
where vessels are meeting end on, or 
nearly end on, in sucb a manner as to 
lnvolve risk of collision. and docs not np
ply to two vessels which must. If both 
keep on their respective courses, pass 
clear of each other. The only cases to 
which It does apply are when each of two 
vessels Is end on, or nearly end on, to 
the other; in other words, to cases in 
which, by day, each vessel sees the masts 
of the other 1n a line, or nearly In a line, 
With her own; and by night, to cases In 
which each vessel Is In such a position as 
to see both the sidelights o! the other. 
I t does not apply, by day. to cases In 
which a vessel sees another ahead cross
ing her own course; or, by night, to cases 
where the red light o! one vessel Is op
posed to the red light o! the other or 
where the green light ot one vessel ts 
opposed to the green light or the other 
or where a red light without a green light 
or a green light without a red light Is 
seen ahead, or where bot11 green and red 
lights are seen anywhere but ahead. 

(b) For the purposes o! this Rule 
and Rules 19 to 29 Inclusive, except Rule 
20 ( b) , a sea plane on t.he wa.t.er shall be 
deemed to be a vessel. and the expres
sion "power-driven vessel" shall be con
strued accordingly. 

The meaning of the rule is more 
complete when considered in relation 
to Rule 28 (a), International Rules, 
which provides that: 

Rule 28. (a) When vessels nre in sight 
or one another. a power-driven vessel 
underway, in taking any course author
ised or required by these Rules, shall 
Indicate that course by the following sig
nals on ber whistle, namefy: 

One short blast to mean "I nm alter
ing my course to starboard." 

Two short blasts to mcn.n "I am alter
ing my course to port.'' 

Three short blasts to mean "My en
gines are going astern." 

Under the quoted wording of Rule 
18, International Rules, it is clear that 
when risk of collision exists in this 
situation, each vessel must turn to the 
right, at least enough to render safe 
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a port-to-port passing, and when the 
necessary change in course is made, 
Rule 28 requires the one-blast signal. 
It is equally clear, in the language of 
the rule, that the mandate to change 
course does not apply if the present 
course of the two vessels will cany 
them well clear of each other. If the 
course is not changed, no whistle sig
nal is authorized or permitted, the 
one-blast signal being a mandatory 
rudder signal and the new danger 
signal not being authorized in this 
situation. Should one vessel be in 
doubt as to whether holding on will 
give sufficient clearance and accord
ingly execute a little right rudder and 
give the one-blast signal, the other 

IT IS SUOOES'l'ED 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-172, "Pn.OT RULES FOR THE 
GREAT LAKES AND THEIR CONNECTING 
AND TRIBUTARY WAn:RS AND THE ST. 
MARYS RIVER;" AND CG-184, "PILOT 
R1JLES FOR THE WESTERN RIVERS AND 

THE RED RIVER OF THE NORTH;" 
WHICH CONTAIN THE LOCAL RULES 
TO PREVENT COLLISIONS BETWEEN 
VESSELS ON THE LOCAL WATERS OF 
THE UNITED STATES. REFERENCES 
TO RULES AND ARTICLES THROUGHOUT 
THIS SERIES MAY BE FOUND THEREIN. 

vessel then finding the clearance even 
more ample without change of course 
on her part, may lawfully hold her 
course. But if she does, she cannot 
use her whistle, since to do so would 
indicate an action which she is not 
taking. The practical risk of this ap
parent ignoring of the other vessel's 
signal is obvious, and may be avoided 
by the very simple expedient of keep
ing within the law by changing course 
a degree or two to the right and blow
ing one blast. The point to remember 
here ls that there is legal fault if you 
use your whistle without at least a 
slight change in course. 

The definition of the meeting situa
tion In the rules applicable to Inland 
Waters is similar. However, there is 
an important difference in what each 
vessel in the meeting situation Is to 
do. The vessels must pass port to port 
when they are meeting end on or 
nearly so. But, here, one of the ves
sels must sound a short distinct blast 
as a signal of intention to pass to port, 

which must be answered by the other 
vessel with a like sigual. A course 
change may or may not be necessary. 
Still an exchange of signals is neces
sary to show intention. Moreover, 
should the vessels be sufficiently to 
starboard to pass each other safely, 
intention of a starboard to starboard 
passage, without change of course, is 
provided by the exchange of two short 
blasts in a like manner. 

Article 18 (Rule I> , Inland Rules, 
and Section 80.4, Pilot Rules for In
land Waters, state: 

Art. 18. Rule I. When steam vessels are 
appronchlng each other head and bead, 
that Is, end on, or nearly so, It shall 'be 
the duty of each to pass on the port side 
of the other; and either vessel shall give, 
as a signal of her intent1011, one short 
and distinct blast of her whistle, w1'1ch 
the other vessel shall answer promptly 
by n similar blast of her whistle, and 
thereupon such vessels shall pass on the 
port side or each other. But 1! the courses 
or such vessels are so far on the star
boord of each other as not to be con
sidered as meeting head and head, either 
vessel shall tmmedJately give two short 
n.nd distinct blasts or her whistle, which 
the other vessel shall answer promptly by 
two similar blasts o! her whistle, und they 
shall pass on the starboard side o! each 
other. 

The foregoing only applies to cases 
where vessels are meeting end on, or 
nearly end.on, In such a manner as to In
volve risk of collision; in other words, to 
coses In which, by day, each vessel sees 
the masts of the other In a line, or nearly 
In a line, with her own, and by night 
to cases In which each vessel ls In such 
a position as to see both the sidelights ot 
the other. 

It does not apply by day to cases in 
which a vessels sees another ahead cross
ing her own course, or by night to cases 
where the red light o! one vessel ls op
posed to the reel_ Ught of the other, or 
where the green light or one vessel Is op
posed to the green light of the other, or 
where a red light without a green light or 
a green light without a red light, la seen 
ahead, or where both green and red lights 
are seen anywhere but ahead. 

80.4 Vessels approaching each other 
head and head, end on.-When steam 
vel>Sels nre approaching each other head 
and head, that Is, end on, or nearly so, 
It shall be the duty o! each to pass on 
the port side of the other; and either 
vessel shall give, as a signal ot her in
tention one short and distinct blast or 
her whistle, which the other vessel shall 
answer promptly by a similar blast of 
her whistle, und thereupon such vessels 
shall pass on the port side or cnch other. 
But If t11e courses of such vessels a.re so 
Io.i· on the starboard of each other as not 
to be considered as meeting head n.nd 
head, either vessel shall immediately give 
two short and distinct blasts of her 
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whistle, which the other vessel shall 
answer promptly by two similar blasts 
of her whistle, and t hey shall pass on the 
starboard side of each other. 

The foregoing only applies to cases 
where vessels are meeting end on or nearly 
end on, In such a manner ns t.o involve 
risk of collision: in other words, to cases 
in which, by day, each vessel sees the 
masts of the other in a line, or nearly 
in a line, with. her own, and by night to 
cases In which each vessel ls In such a 
position as to see both the side lights 
of the other. 

It does not apply by day to cases in 
which a. vessel sees nnother ahead crossing 
her own course, or by night to cases where 
the red light of one vessel is opposed 
to the red light or the other, or where 
the green light of one vessel is opposed 
to the green light of the other, or where 
a red light without a green light or a 
green light without a red light is seen 
ahead, or where both green a.nd red lights 
are seen anywhere but ahead. (Former 
Pilot Rule IV.) 

These signals are required to be 
given when the vessels are in sight 
of each other and passing within one
half mile of each other, as provided 
In Article 18 <Rule IX), Inland Rules, 
and Section 80.3, Pilot Rules for In
land Waters: 

Art. 18, Rule IX. The wblstle signals 
provided in the rules under this article, 
for steam vessels meeting, passing, or 
overtaking, are never to be used except 
when steamers are In sight of each other, 
and the course and position of each can 
be determined in the day time by a sight 
of the vessel itself, or by night by seeing 
Its signal llghts. In fog, mist, falling 
snow or heavy rain storms, when vessels 
can not see each other, fog signals only 
must be given. 

80.3 Vessels passing each other.-The 
signals for P.Msing, by the blowing of the 
whistle, shall be given and answered by 
pilots, In compliance with the rules in 
this part, not only when roeettng "!lead 
and bead," or nearly so, but at all t imes 
when the steam vessels are in sight of 
each other, when passing or meeting at a 
distance within half a mile of each other, 
and whether passing to the starboard or 
port. 

The whistle signals provided in the 
rules In this part for steam vessels meet
ing, passing, or overtaking are never to 
be used except when steam vessels are in 
sight of each other, and the course and 
position of each can be determined in 
the daytime by a sight of the vessel it
self, or by night by seeing Its signal 
lights. In fog, mist, . falling snow, or 
heavy rainstorms, when vessels cannot so 
see each other, fog signals only must be 
given. (Former Pilot Rule III. ) 

Section 80.2, Pilot Rules for Inland 
Waters, prohibits the giving of cross 
signals, that is, the answering of one 
short blast with two, or vice versa: 

80.2 Cross signals.- Steam vessels are 
forbidden to use what has become tech
nically known among pilots as "cross 
signals," that is, answering one whistle 
With two, and answering two whistles 
with one. (Former Pilot R1ile II.) 
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Should either vessel fail to under
sta.nd the course or intention of the 
other, the vessel in doubt is required 
by Article 18 <Rule IID, Inland Rules, 
and Section 80.1, Pilot Rules for In
land Waters, to sound the danger 
signal of four or more short, rapid 
blasts: 

Art. 18. Rule III. 

If, when steam vessel.s are approachtng 
· each otlter,. either vessel fails to under
stand tlte cour.~e or intention of the other, 
from any cause, the vessel so in do1ibt 
shall immediately signify the same by 
givtng several short and rapid blasts, not 
less than four, of the steam whistle. 

80.1 Danger signal.-If, when steam 
vessels are approaching each other, either 
vessel fa1ls to understand the course or 
intention of the other, from any cause, 
the vessel so in doubt shall immediately 
signify the same by giving several short 
and rapid blasts, not less than four, o! 
the steam whistle, the danger signal. 
(Former PiLot 'Rule 1.) 

In the Western Rivers, the meeting 
situation is governed by still different 
requirements. 

Two steam vessels meeting approxi
mately end on are required to pass 
on the port side of each other-and 
to alter course to starboard sqffi.ciently 
so that this can be done in safety
except when one vessel is ascending 
and the other descending a river. The 
maneuver requires an exchange of 
one-blast signals when the vessels are 
not less than one-half mile apart. 
Either vessel may blow the first signal. 
The other, however, is reqUired to 
answer promptly. This mode of meet
ing is provided for In Rule Numbered 
18 (a), Western Rivers Rules: 

RULE NUMBERED 18. (a) When two 
steam vessels are meeting end on, or 
nearly end on, so as to involve risk o! 
collision, except when one steam vessel ls 
ascending and the other descending a 
river, it shall be the duty of each to pass 
on the port side of the other, and to alter 
course to starboard suffi.clently so that 
this can be done in sa!ety. This maneu
ver shall require an exchange of one-blast 
signals when the vessels are not less than 
one-half mile apart, and either vessel 
shall blow the first signal which the other 
shall promptly answer. 

Under Rule Numbered 18 (b), 
Western Rivers Rules, a vessel de
scending a river has the option of 
choosing which side she shall pass an 
ascending vessel. The pilot of the as
cending vessel is required to give the 
first signal for passing, but if the pilot 
of the descending vessel considers it 
dangerous to take the side indicated, 
he must; sound the four or more short 
blast danger signal and follow that 
signal with the proper signal indicat
ing the side· on which he wishes to 
pass. Upon the giving of the danger 
signal, both vessels must stop their 
engines and back, If necessary, until 
signals for passing are given, an-

swered, and understood. One distinct 
blast of the whistle represents pass
age port to port. Two distinct blasts 
of the whistle represents passage star
board to starboard. The only time 
the pilot of the descending vessel may 
blow the first signal is when the as
cending vessel has approached within 
one-half mile without blowing either 
the one- or two-blast signal. But 
even then, the pilot of the descending 
vessel must give the danger signal be
fore giving the passing signal. In all 
instances, passing signals must be 
answered. 

Rule Numbered 18 (b), Western 
Rivers Rules, states: 

Rule Numbered 18 (b) When an as
cending steam vessel is approaching a de
scending steam vessel on a river, the 
signals for passing shall be one distinct 
blast of the whistle by each vessel if 
passing port to port, and two distinct 
blasts of the whistle if passing star. 
board to starboard. 

The pilot of the ascending steam ves
sel shall give the first signal for passing, 
which shall promptly be answered by the 
same signal by the pilot of the descending 
steam vessel, if safe to do so, and both 
shall be governed accordingly; but if the 
pilot of the descending steam vessel deems 
it dangerous to take the side Indicated 
by the ascending steam vessel, he shall 
immediately signify that fact by sound
ing four or more short and rapid blasts, 
the danger signal, and It shall be the duty 
of the pilot of the ascending steam vessel 
to answer by a similar danger signal and 
the engines of both shall Immediately be 
stopped and backed, if necessary, until 
signals for pllSsing are given, answered, 
and understood. After sounding the dan
ger signal by both vessels, the pUot of the 
descending steam vessel shall indicate by 
his whistle the side on which he desires to 
pass, and the pilot of the ascending steam 
vi:ssel shall govern himself accordingly, 
the descending steam vessel being entitled 
to ihe right-of-way. 

Tbe pilot of the descending steam vessel 
shall not blow the first signal, except that 
if the other vessel has not whistled wben 
the steam vessels, or the forward end of 
their tows, if being pushed ahead, are 
within one-half mile of each other, he 
shall blow the first danger signal, which 
shall be promptly answered by a danger 
signal by the ascending vessel; but 
whether answered or not, the pilot of the 

, descending vessel shall Indicate the side 
on which he desires to pass, and both ves
sels sha.Jl be governed accordingly. 

The one- and two-blast signals are 
signals of intention, as in inland wa
ters. Section 95.21, Pilot Rules for 
the Western Rivers, requires them to 
be given visually, as well as on the 
whistle: 

95.21 Visual slgnal.-All whistle sig
nals shall be further i1;1dlcated by a vis
ual signal consisting of an amber colored 
light so located as to be visible all around 
the horizon for a distance of not less than 
one mile. This light shall be so dev1$ed 
that it wm operate simultaneously and In 
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conjunction with the whistle sounding 
mechanism, and remain ignited or visible 
during the same period as the sound sig
nal: Providea, That t he installs ti on, use, 
or employment of the amber visual signal 
required by this section shall be optional 
in the case of (a) vessels operating upon 
t he Gulf Intracoastal Waterway; (b) ves
sels operating on the Mississippi River be
low mile 237· AHP (Belmont Landing) as 
set forth in map No. 40, "Maps of the 
Mississippi River, Cairo, Illinois, to the 
Gulf of Mexico, Louisiana (1944 ed.)," 
published by the Mississippi River Com
mission; (c) newly constructed vessels 
while en route from point of construc
tion to a point in waters where the afore
mentioned amber visual signal Is not re
quired; (d) motorboats of class A and 
class 1; and (e) motorboats of class 2 and 
class 3 not engaged In trade or commerce. 

Section 95.09, Pilot Rules for the 
Western Rivers, in turn, prohibits 
their misuse: 

95.09 Danger and cross signals.-(a) 
The alarm or danger signal shall consist 
of four or more short and rapid 'blasts. 
Steam vessels are forbidden to use what 
has become technically known among pi
lots as "cross signals," that is, answering 
one whistle with two, and answering two 
whistles with one. In all cases and under 
an circumstances, a pilot receiving either 
of the whistle signals provided in the 
rules in this part with which for any rea
son, he deems It injudicious to comply, 
instead of answering it with a cross 
signal, shall at once observe the provisions 
of this section. 

( b) The pilot of any steam vessel 
shall sound the alarm or danger signal 
whenever required by the law, or any of 
the regulat ions hereinafter contained; 
that Is to say, as follows: 

( 1) Whenever it is dangerous to take 
the side lndicated by the passing signal of 
another vessel; or, 

(2) Whenever any steam vessel does 
not understand or is in doubt regarding 
the signal of another steam vessel; or, 

(3) Whenever, from any cause, one 
steam vessel is imperiled by another . • 

Finally, Section 95.19, Pilot Rules 
for the Western Rivers, reiterates that 
the one- and two-blast signals must 
be exchanged before the vessels have 
approached within a half of a mile of 
each other: 

96.19 Passing signals. - The passing 
signals, by the blowing of 'tbe whistle, 
shall be given and answered by pilots, In 
all weathers, when approaching each 
other; and, wherever possible, the signals 
shall be given and answered before the 
steam vessels, or if towboats pushing 
tows, the heads of such tows, have arrived 
at a distance of half a mile of each other. 

It might be mentioned, however, 
that in the event the two vessels 
should meet while approaching a 
bridge span or draw from opposite 
directions, the foregoing procedure is 
modified slightly by section 95.13, 
Pilot Rules for the Western Rivers: 

95.13 Approaching bridge span or 
draw-(a) When two steam vessels are 
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approaching a bridge span or draw from 
opposite directions and the passing sig
nals have been given and understood, 
shoUld the pilot of the descending steam 
vessel deem it dangerous for the steam 
vessels to pass each other between the 
piers of such span or draw, he shall sound 
the alarm or danger signal and it shall 
then be the duty of the pilot of. the as
cending steam vessel to answer with a 
slm!lar alarm signal, and to slow or stop 
his engines below such span or draw until 
the descending steam vessel shall have 
passed. 

(b) If the ascending steam vessel Is 
already in the bridge span or draw, and 
the descending steam vessel sounds the 
danger or alarm signal, It shall be the 
duty of the ascending steam vessel, if 
practicable, to drop below the bridge 
span or draw, and wait unt!l the other 
steam vessel shall have passed. 

Simila.rly, if the two vessels should 
approach a narrow channel from op
posite directions, Section 95.11, Pilot 
Rules for the Western Rivers, requires 
the ascending vessel to assist the de
scending vessel in a sa.fe passage: 

95.11 Narrow channels-When two 
steam vessels are about to enter a narrow 
channel at the same time, the ascending 
steam vessel shall be stopped below such 
channel until the descending steam ves
sel shall have passed through it; but 
should two steam vessels unavoidably 
meet In such narrow channel, then It shall 
be the duty of the pilot of the ascending 
steam vessel to make the proper signals, 
and when answered, the ascending steam 
vessel shall lie as close as possible to the 
side of the channel and either stop the 
engines or move them so as to give the 
boat only steerageway; and the pilot of 
the descending st'eam vessel shall cause 
his steam vessel to be worked slowly un
til he has passed the ascending steam 
vessel. 

In waters subject to .Great Lakes 
Rules, meeting vessels are usually re
quired to pass each other port to port 
unless they are so far to starboard of 
each other as not to be considered 
meeting end on, or nearly end on. 
In narrow channels where there is a 
current and in the Rivers Saint Mary, 
Saint Clair, Detroit, Niagara, and 
Saint Lawrence, however, the descend
ing steam vessel has the right-of-way 
over an ascending steam vessel. 
Either vessel may blow the first signal, 

, except in the case of a descending 
vessel in a narrow channel with a 
current or in one of the rivers listed 
above. In the latter instance, the 
pilot of the descending vessel must 
initiate the first signal to indicate the 
side on which he desires to pass. One 
distinct blast denotes a port-to-port 
passage. Two distinct blasts denote 
a starboard-to-starboard passage. 
As in Inland Waters and the Western 
Rivers, the signals are signals of in
tent, and must be given and answered 
before the vessels approach within 
one-half mile of each other. 

Rules 17 and 24, Great Lakes Rules, 
describe the basic requirements for 
two steam vessels meeting approxi
mately end on: 

Rule 17. When two steam vessels are 
meeting end on, or nearly end on, so 
as to Involve risk of collision each shall 
alter her course to starboard, so that 
each shall pa.ss on the port side of the 
other. 

Rule 24. That in all narrow channels 
where there is a current, and In the 
rivers Saint Mary, Saint Clair, Detroit, 
Niagara, and Saint Lawrence, when two 
steamers are meeting, the descending 
steamer shall have the right-of-way, and 
shall, before the vessels shall have arrived 
within the distance of one-half mile of 
each other, give the signal necessary to 
indicate which side she elects to take. 

These requirements are clarified 
and amplified in Section 90.5, Pilot 
Rules for the Great Lakes: 

90.5 Vessels approaching each other 
"head and head."-When steam vessels are 
meeting end on, or nearly end on, it shall 
be the duty of each steam vessel to pass 
on the port side of the other; and the pUot 
of either steam vessel may be first in de
termining to pursue this course, and 
thereupon shall give, as a signal of this 
intention, one distinct blast of his whistle, 
which the pilot of the other steam vessel 
shall answer promptly by a similar blast 
of his whistle, and thereupon such steam 
vessels shall pass on the port side of each 
other. But 1:C the courses of such steam 
vessels are so far on the starboard of each 
other as not to be considered by pilots as 
meeting end on, or nearly end on, the pilot 
so first deciding shall immediately give 
two distinct blasts of his whistle, which 
the pilot of the other steam vessel shall 
answer promptly by two similar blasts of 
hls whistle, and they shall pass on the 
starboard side of each other: Provided, 
however, That In all narrow channels 
where there is a current, and fn the rivers 
St. Mary, St. Clair, Detroit, Niagara, and 
St. Lawrence, when two steam vessels are 
meeting, the descending steam vessel shall 
have the right of way and shall, before the 
vessels shall have arrived within the dis
tance of half a. mile of each other, glve 
the signal necessary to indicate which side 
she elects to take. 

Misuse of the one- and two-blast 
signals is prohibited by Rule 26, Great 
Lakes Rules, and Sections 90.2 and 
90.3, Pilot Rules for the Great Lakes: 

Rule 26. If the pilot of a steam vessel 
to which a passing signal Is sounded deems 
it unsafe to accept and assent to said sig
nal, be shall not sound a cross signal; 
but In that case, and In every case where 
the pilot of one steamer falls to under
stand the course or intention of an ap
proaching steamer, whether from signals 
being given or answered erroneously, or 
from other causes, the pilot of such 
steamer so receiving the first passing sig
nal, or the pilot so in doubt, shall sound 
several short and rapid blasts of the 
whistle; and if the vessels shall have ap
proached within half a mile of each other 
both shall reduce their speed to bare 
steerageway, and, if necessary, stop and 
reverse. 
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90.2 Dnngcr signal.-!!, when steamers 
nre approaching each other, the pilot of 
either vessel falls to understand the course 
or Intention of the other, whether from 
signals being given or answered errone
ously or from other causes, the pilot so in 
doubt shall tmmedlntcly slgnl!y the same 
by giving the dnnger signal of several 
short nnd rapid blasts of the whistle not 
less than five; and 1! both vessels shall 
have approached within hnl! a mile of 
each other, both shall be Immediately 
stowed to a speed barely sufficient for 
steerageway, and, 1! necessary. stopped 
and reversed, until the proper signals are 
given, answered. and understood, or until 
the vessels shall have pn.ssed each other . 

90.3 Cross slgnnls.-Steam vessels are 
forbidden to use What has become tech
nically known among pilots as "cross slg
nals"-that Is, answering one whistle with 
two, and answering two whistles with one. 
In all cases, and under all circumstances, 
a. pUot receiving either of the whistle 
signals provided In the rules in this part, 
which for any renson he deems Injudicious 
to comply with, Instead of answering it 
with a cross signal, shall at once sound 
the danger signal nnd observe the rule ap
plying thereto ( § 90.2). 

Section 90.4, Pilot Rules for the 
Great Lakes, on the other hand, re
quires the one- and two-blast signals 
to be given before the vessels approach 
within half a mUe of each other: 

90.4 Vessels passing each other.-The 
whistle signals Indicating course shall be 
given and answered In accordance with 

,..,,=,....,,-~·~'"::R:::-iei:"not only when an alteration of 
course ls required, but at all times be
fore vessels approach within hall a m.lle 
ot each other, from whatever direction, 1! 
their courses will bring them within that 
distance from each other. 

As will be seen in the next issue, 
equally complex differences face pow
e1·-driven vessels In the crossing sit
uation. 

DON'T WORRY-· ·WE'LL /v\AKE IT FIT 

Courtesy Mariti?ne Reporter 

Fe bruary 19SS 

nautical queries 
DECK 

Q. How often and under what 
conditions must a ship's regiSter be re
newed? 

A. The register is good until the 
status of the vessel is changed, such 
as when lost, abandoned, or sold. 

Q. How may a person protect 
himself if it becomes necessary to en
ter a compartment where a ftre has 
just been extinguished with the aid of 
carbon dioxide? 

A. Such an area should be en
tered only by persons protected by the 
use of a. fresh air hose apparatus or 
oxygen breathing apparatus until the 
space can be thoroughly ventilated. 
The canister-type mask should not be 
used under such circumstances. 

Q . Why should fuel-oil tank vents 
be covered with wire gauze? 

A. Fuel-oil vents should be cov
ered with wire gauze to prevent flre 
from entering fuel tanks. In other 
words, the gas being thrown off from 
the fuel-oil tank opening will burn 
externally if ignited but the flame will 
not enter through the screen into the 
tank. 

Q. If the flame safet.y lamp goes 
out in a compa1·tment while I.he per
son carrying the lamp is wearing a gas 
ma.sk. what should he do? 

A. Under such circumstances, this 
person should leave the compartment 
at once as a deficiency of oxygen is 
indicated. 

Q. What amount of fuel should 
be used in each ft111ng of the flame 
safety lamp? 

A. Only that amount of fuel 
which will be absorbed by the cot.ton 
waste in the base of the lamp should 
be used in each filling of the flame 
safety lamp. 

Q. How do you club-haul a ship? 
A. Club-hauling Is practiced when 

it is expected that a ship will refuse 
stays upon a lee shore. To execute 
it, bend a hawser from the lee quarter 
to a kedge-anchor, prepared for let
ting go from the lee bow: now place 
the hands to their stations for putting 
the ship about, and let hands stand by 
the anchor; then put the helm down, 
and should the ship make a stand 
before she brings the wind ahead, let 
go the anchor and haul I.he mainsail. 
When the wind is ahead, cut the haw
ser, and the ship will cast the way 
required. The after sails full, let go 
and haul. 

ENGINE 

Q. What does the term "flash 
point" mean? 

A. The term "fl.ash point" indi
cates the temperature in degrees 
Fahrenheit at which a certain liquid 
gives off an inflammable vapor when 
heated in an open-cup tester. 

Q. Why is the h igh pressure cut-out 
switch installed on Freon-12 com
pressors? 

A. The high pressure cut-out switch 
is installed to stop the compressor 
before dangerous pressures can be 
built up in the event that the con
denser cooling water is shut off or the 
compressor is started with the dis
charge valve closed. This high pres
sure cut-out switch should be set to 
cut out at approximately 150 pounds 
per square Inch gage. 

Q. How is the gas content of a 
carbon dioxide ftre extinguisher de
termined? 

A. The gas content of such extin
guishers may be determined by weigh
ing the cylinder <15 pounds for a 21h
gallon extinguisher). If more than 
10 pe1·cent under its required weight, 
the cylinder must be recharged. 

Q. Describe the operation of the 
electric watertight. 

A. The electric watertight hangs 
upside down in its bracket until it is 
thrown overboard. A weight in the 
bottom then turns it right side up 
and a gravity switch automatically 
completes the circuit, turning the light 
on. 

Q . What protection should be af
forded personnel entehng an oil tank 
which may be filled with gas vapors? 

A. Personnel entering such areas 
are afforded maximum protection 
when using a fresh air breathing ap
paratus and a lifeline with two men in 
attendance on deck. 

Q. What is the purpose of fumiga
tion? 

A. The purpose of fumigation is to 
disinfect after infectious disease or 
to destroy vermin. Before start.ing to 
fumigate, however, a check should be 
made to see that all personnel have 
left the vessel. 
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LESSONS FROM CASUALTIES 

BLUE CHRISTMAS 
It was three days before Christmas. 

The seven men in the clean-up gang 
on the barge went busily about their 
task of preparing her for a "clean" 
cargo, scraping, shovelling, wiping, 
hoisting, and climbing, each man pre
occupied with thoughts of the happy 
holiday which was just around the 
corner. At 9 :42 a. m. the foreman left 
to go to the plant sto1·eroom for addi
tional cleaning rags. At 9:45 a . m. 
there was an ear-shattering blast! 
Large sections of steel, structural 
parts, electrical wires. cleaning gear, 
and men's bodies flew through the air. 
When the smoke had cleared, Christ
mas was forever gone for 6 men, and 
but a sorrowful memory for 5 widows 
and 6 children. 

The 726-ton tank barge had arrived 
at the yard Decembe1~ 20th with a load 
of low pressure distillate, a highly 
volatile inflammable product with a 
flash point of less than 50° F. After 
unloading, orders were passed to clean 
out all tanks. 8 in number, and pre
pare for a cargo of menthol. The 
deaning process consisted of removing 
all residue of the previous cargo by 
means of wiping down the tanks with 
rags, scooping up all accumulated 
sludge, scale, and product with me
tallic scoops, and hoisting such ac
cumulation from the tanks by means 

of wooden hand buckets. Upon re
moval from the cargo tanks, all resi
due was deposited in large steel boxes 
on deck for later removal from the 
barge by power crane. Before the 
clean-out gang boarded the barge, 
certain precautions were taken. 

It seems that this load of low pres
sure distillate, which is often cut with 
light hydrocarbons and used as jet 
fuel, was the first such cargo to be 
handled at this yard, at least for sev
eral years. Nobody connected' with 
the unloading or stripping-cleaning 
process seemed to know exactly what 
the product was or what precautions 
were required. The services of two 
industrial chemists were obtained. 
Without making any chemical an
alysis. the chemists decided that the 
product looked and smelled like kero
sene or a mixture of kerosene and 
diesel oil and that the smell also 
somewhat resembled g as o l i n e. 
Wisely, they decided to treat the prod
uct and take all precautions indicated 
as if it were gasoline. This informa
tion was passed on to the cleaning 
gang and they undertook normal pre
cautions necessary for working with 
a dangerous product involving ex
plosive hazards. Men working down 
in the tanks wore air line respirators 
of a type designed to guard against 
asphyxiation due to lack of oxygen or 
!nhalat!on of toxic petroleum vapors. 

Figure 4 
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These respirators consisted of close
fitting face masks supplied with air 
by means of rubber hoses through an 
air manifold on the deck of the barge 
and through one or more reducing 
valves. No smoking or open flames 
were permitted on or near the barge. 
Portable electric lights used in the 
tanks were installed by the yard elec
tricians using explosion-proof lights, 
wiring, and receptacles, the lighting 
receptacle stand being installed tem
porarily on deck. All lighting equip
ment was grounded by a 3rd wire con
ductor to the shore. 

Nevertheless, there were several 
weak points in the safety standards 
employed for working with explosive 
hazards. While yard standards called 
for the use of aluminum non-spark
ing scoops by the clean-up gang, at 
least one galva.nized steel scoop was 
used. Some of the men were wearing 
ordinary working shoes which prob
ably contained steel nails. The port
able drop lights were not secured 
carefully in place while in use but the 
cords were merely draped over con
venient angle irons where they could 
be easily dislodged. No attempts were 
made to gas free any of the compart
ments of the barge following the dis
charge of cargo and before sludge and 
scale cleaning operations were begun. 
Coast Guard regulations require com
partments of any tank vessel or tank 
barge to be certified as safe by a quali
fied a.nd certified gas chemist or other 
qualified and authorized person when
ever riveting, welding, burning, or like 
fire-producing operations ("hot" 
work) are to be undertaken within or 
on the boundaries of such bulk liquid 
cargo spaces or spaces adjacent 
thereto. The regulations do not spe
cifically require any such formal "gas 
free" certlficatlon to be made prior to 
any activity in or near cargo which 
involves no "hot" work. Such a re
quirement, while desirable from the 
over-all standpoint of safety, would 
be awkward and impractical, over
burdensome almost to the point of 
frustration, and almost impossible to 
enforce due to the many thousands of 
such situations o c c u r r i n g daily 
throughout the country. In the above 
case gas freeing of the cargo compart
ments was not required and, in any 
event, the circumstances obtaining at 
the time of the explosion would 
necessarily be preliminary to the at
tainment of a gas free condition. The 
cleaning out and removal of sludge 
and residue at the bottom of cargo 
tanks is a part of the process of gas 
freeing. 
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Cleaning operations were begun the 
morning of December 21 and contin
ued on the following morning. Num
ber 3 tanks, port and starboard, and 
Number 4 tanks, port and starboard 
had been completed. Work was un
derway on tanks Number 1 and 2, 
starboard. Two men were in Number 
2 starboard wearing the air respirator 
masks and engaged in scooping sludge 
into the wooden buckets. A third 
man stood at the edge of the cargo 
hatch to tend the a ir lines to the 
masks and to hoist the wooden sludge 
buckets as they were filled. Two men 
were preparing to enter Number 1 
starboard with the sixth member of 
the gang standing by to tend their 
lines. The foreman of the gang de
parted to go for additiona1 rags. All 
hatches were open. Four compart
ments were completed. No com
pressed air was ft.owing except to the 
respirator masks in use. 'No pumps 
or motors were running aboard the 
barge. .All seemed normal. 

At 9:45 a. m. without warning, the 
barge trembled and there were two 
devastating explosions almost simul
taneously. All six men of the clean
ing gang were killed so it was impos
sible to ascertain any of the last min
ute details of exactly what each man 
was doing, moving, or touching, when 
ignition occurred. Bodies of the two 
men cleaning in Number 2 starboard 
were found in that tank. One body 
was found on the main deck near 
Number 1 hatch, pinned beneath one 
of the heavy steel · sludge boxes. 
Three bodies were later recovered 
from the river by dragging. Exami
nation of the barge and ana.lysis of 
the evidence indicated that the first 
explosion occurred in Number 1 star
board. A second explosion or group 
of explosions immediately occurred in 
Number 1 port, Number 2 port and 
starboard, and Number 4 port. The 
deck of the barge was buckled upward 
as much as 4 feet in places (see fig. 4). 
A large section of deck plating and 
deck beams approximately 30 feet by 
10 feet was blown from Number 3 
starboard compartment approxi
mately 200 feet up on the shore, strik
ing a locomotive crane and concrete 
mixing truck with considerable dam
age <see fig. 5). A similar section 
from the deck over Number 2 port 
was blown several hundred feet out 
into the river. It was of small com
fort to the families of the workmen 
to know that the explosion was so 
violent and destructive that the de
ceased undoubtedly died almost 
instantly. 

The setting for the explosion was 
clear. Steel cargo tanks enclosing an 
air-vapor mixture from a highly vola
tile petroleum product provided the 
loaded gun and the ammunition. Po-
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Figure 5 

tential sources of ignition existing in 
or near the movements of the clean
ing gang provided the primer for the 
explosion of the ammunition. But 
who pulled the trigger? The death of 
all eye-witnesses of the actual trig
gering rendered doubly difficult a true 
solution of the above question. Only 
the conclusion that ignition was pro
vided by one of, several logical cir
cumstances could be made. The 
Marine Board of Investigation on this 
tragic casualty scrutinized 4 reason
able factors which could well have 
triggered the detonation. These 
were: 

(a) The dropping and breaking 
of a portable electric light globe from 
a suspended position from which it 
could be eastly dislodged. 

(b) I gnition by ft.ash fire of in
flammable vapors from the tank barge 
which could have drifted down to the 
proximity of the steam boiler on a 
derrick barge which was moored to 
the bow on the downwind end of the 
tank barge. 

(C) Friction sparks generated in 
the striking of the galvanized steel 
scoop against the barge. 

(d) Friction sparks generated by 
metal in the shoes of the workmen 
striking the barge. 
It was impossible to narrow the possi
bilities down to one potential source 
as more likely than the others. Since 
the cleaning was being performed by 
a group of experienced workmen all 
of whom had been employed by the 
company for several years, it is h ighly 
unlikely that the casualty was caused 
by any precipitate, careless or foolish 
act by one of them. More likely, the 
explosion was triggered by one of the 

above-stated factors which had prob
ably existed time and again on various 
cleaning jobs at that yard and which 
had become tolerated due to habit and 
usage. Unfortunately the slow dull
ing process in the awareness of explo
sive hazards had not been accom
panied by any dulling of t he explosive 
hazards themselves. 

FLUKE ACCIDENT 
Ever since the days of Jonah's 

memorable adventure, mariners have 
been blaming countless unexplainable 
misfortunes on w h a 1 e s . Captain 
Ahab after losing his leg in the gap
ing ~aw of Moby Dick, spent his life 
in relentless pursuit of the great white 
marauder. Even in modern t imes, 
large ships have reported lost or ~a.m
aged propellers caused by striking 
whales. Fishermen have b 1 a m e d 
large mysterious rents in expensive 
nets on the depredations of whales. 
One fishing vessel, operating recently 
off the coast of Lower California, had 
good reason to remember its encoun
ter with a whale. Neither the vessel 
nor the whale has been seen since. 

Sailing from a port in southern 
California, the 42-foot fisher~an 
cruised southward for the fishmg 
grounds off Guadalupe Island, Mex
ico. The low-speed, heavy-duty diesel 
chugged along nicely at a steady spe~d 
of 8 knots, the crew of 3 men busy m 
preparation for the strenuous task of 
boating a load of mackerel. On the 
second night out, the master sug
gested that his two crew members 
turn in early for a good rest to be 
ready for fishing early the next morn
ing. They went below to their quar-
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ters, through the galley and down a 
short companionway. Putting the 
vessel on automatic steering, the 
master climbed to the top of the pilot
house to try and take a radio direction 
finder bearing on another vessel 
known to be located just south of 
Guadalupe Island. 

Just. as he picked up the radio 
microphone to call the other vessel, 
bis own vessel suddenly took a mighty 
heave, the forward end rose about 
2 feet, and the vessel capsized to port. 
The Master had only 2 or 3 seconds 
in which he shouted a name into the 
mike, and then he was thrown into 
the drink. 

Luckily there was a plea.sure cruiser 
only about a half mile distant and, 
even more luckily, the operator of the 
cruiser was alert. He related later 
how he had noticed the flshlng ves
sel's port side light, masthead light, 
and starboard side light disappear, in 
that order. from sight. Taking alarm, 
he immediately headed in the direc
tion in which he had seen the lights 
doused, and began to search for sur
vivors. Within minutes, the master 
had been pulled from the water, 
drenched and shivering but alive and 
safe. There was no sign of the fish
ing vessel, nor, sadly enough, of the 
two crew members who had turned in 
below and must now be Presumed to 
have gone to a watery grave. On the 
following morning a Coast Guard sea
plane from the San Diego air station 
made an offshore landing and re
moved the master for hospitalization 
ashore, where he made a rapid 
recovery. 

The fishing vessel was equipped 
with an automatic electric bilge alarm 
which was in good working order and 
adjusted to sound an alarm when 
water in t.he bilges reached a depth of 
3 inches. The alarm did not sound 
before the casualty. There had been 
no unusual sound from or near the 
vessel before, during, or immediately 
after the casualty. No smoke, flame, 
explosion, or flash was detected, nor 
was there any jar or impact. The 
only possible logical explanation for 
the disastrous upbeaval was that a 
large whale had surfaced directly 
under or almost under the vessel, re
sulting in its destruction. Whet.her 
the perfect aim of the whale was by 
accident or by design could only be 
left to surmise as the whale appar
ently took one look at the havoc it 
had creat.ed and departed immedi
ately for parts unknown. presuma.bly 
with a backache. Many whales had 
been seen in the vicinity of Guadalupe 
Island and near-misses had occurred. 

It is difficult to draw any moral or 
"lesson" from such a disaster as this. 
Until the day an·ives when whales 
can be trained to observe the Rules 
of the Road, blow whistle signals, or 

24 

at least cany a rada.r refiector. the 
only advice of value to seamen on 
small vessels is to be especially alert 
on fishing grounds known to be fre
quented by whales. Steering by hand 
in such areas would give at least half 
a chance to make a quick turn to 
avoid a sudden-rising whale, whereas 
operation on automatic pilot in such 
an event might delay the t.urn until 
too late. Better to veer sharply away 
and try to convince your friends later 
about the size of the one that got 
away, than to suffer the consequences 
of being whaled. You may not live 
to tell such a whale of a tale. 

TOWING DISABLED VESSELS 
The Commandant, U. S. Coast 

Guard, in replying to a District Com
mander's recent query regarding 
Coast Gua.rd policy concerning the 
towa.ge of disabled vessels, stated in 
substance as follows: 

"In the promotion of maritime 
safety on and over the high seas and 
waters subject to the jurisdiction of 
the United States. it Is the Coast 
Guard"s policy to render all prac
ticable assistance to those who follow 
the sea whenever the Coast Guard can 
reasonably do so. However, in those 
cases where there is obviously no dis
tress or emergency, the CoasL Guard 
does not desire to compete with pri
vate enterprise which stands in a 
position to render prompt and efficient 
service--provided such action would 
not unduly jeopardize life or property. 

"It is desired that the District, UPOn 
receipt of Information that a vessel 
or person is in distress or poliential 
distress, send a Coast Guard vessel or 
aircraft, as appropriate, to the scene 
when available to render assistance 
appropriate to the situation. Types of 
assistance that are considered ap
propriate include but are not limited 
to the following : 

"a. Technical assistance fur
nished on the spot. 

"b. Miscellaneous supplies fur
nished for the purpose of affecting a 
temporary repair on the spot. 

"c. Towage to the nearest port 
in which emergency repairs can be 
made. 

"Towing to the nearest port does 
not imply that the port must have 
complete facilities to perform per
manent repair work. Nor does it 
imply that the Coast Guard should 
tow the vessel to the repair yard it
self. Normally, in a port where com
mercial towage is available, the Coast 
Guard will have discharged its re
sponsibility when the distressed ves
sel is brought to a safe anchorage. 

"Although the coast Guard will not 
compete or interfere with private 
towing activities or other commercial 

enterprise, the Coast Guard cannot 
rely upon private enterprise to render 
assistance in low-order cases and it
self act only when extreme jeopardy 
exists. Even though reliable Infor
mation is received that a tug or other 
private assistance is proceeding to the 
scene, there is no assurance that it will 
complete the mission until such as
sistance is known to be on the scene 
and to have the situation in hand. 
Until then it is incumbent upon the 
Coast Guard to have its units proceed 
toward the scene. When information 
received after the initial report is o! 
such nature that it is evident that 
distress did not exist or no longer 
exists, those units ordered to the scene 
can be recalled. 

"If, upon arrival at the scene, the 
Coast Guard finds private enterprise 
is already there and is rendering as
sistance or is willing to render as
sistance, It shall not interfere with 
the private activity, unless upon ap
peal from the person in charge of the 
craft requiring assistance it is deter
mined t.hat the demands made upon 
him are unreasonable. 

"If it becomes apparent t.hat pri
vate enterprise cannot cope with the 
situation and that action by the Coast 
Guard ts necessary to prevent loss of 
life or property, such action shall be 
taken. 

"If a Coast Guard unit is rendering 
assistance, and private assistance ar
rives on the scene, the Coast Guard 
will turn the case over to the private 
operator i.f: 

U> He desires to accept it. 
(2) His demands on t.he vessel 

requiring assistance are 
reasonable. 

(3) The character of assist
ance he can render is 
adequate. 

"If there is a doubt of the capability 
of the private operator to render ade
quate service, the Coast Guard unit 
will stand by until it is apparent that 
no further assistance is required. 
Actual refusal to release the dis
tressed vessel to a private operator 
whose facilities are deemed inade
quate will only be done after careful 
consideration. 

"The difficulties in dist.inguishing 
the genuine distress case requiring 
Coast Guard assistance from t.he non
genuine when the information at 
hand is incomplete are appreciated. 
Also appreciated is the problem of 
combating unwarranted requests for 
Coast Guard assistance. Publicity 
may be given to this problem through 
available public information media as 
a means of educating the vessel oper
ators and owners as to the Coast 
Guard's responsibility and policy. 
Also, cooperation of the operators of 
fishing boats may possibly be ob
tained through associations." 
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AMENDMENTS TO 
REGULA TIONS 

rEn1ToR's NOTE.- The material con
tained herein has been condensed due 
to space Hmitations. Copies of the 
Federal Register containing the ma
terial referred to may be obtained 
from the Superintendent of Docu
ments. Washington 25, D. C.l 

TITLE 33-NAVIGATION AND 
NAVIGABLE WATERS 

Chapte r I-Coast Guard, Depart
ment of the Treasury 

Subchapter A-Genera l · 

[CGFR 5~56) 

PART 1-GENERAL PROVISIONS 
SUBPART 1.05-RULE MAKING 

HEARINGS BY MERCHANT MARINE COVNCIL 
The amendment to 33 CFR 1.05- 15 

reduces the number of required hear
ings conducted by the Merchant 
Marine Council to one a year, which 
will be held in the month of March. 
The need for two regularly scheduled 
public hearings a year now seems to be 
unnecessary. 

By virtue of the authority vested in 
me as Commandant, United States 
Coast Guard, the following amend
ment to § 1.05-15 is prescribed which 
shall become effective on and after 
the date of publication of this docu
ment in the FEDERAL REGISTER: -

§ 1.05-15 Hearings by Merchant 
Marine Council. <a> The Merchant 
Marine Council conducts public heru:
ings concerning proposed rules and 
regulations authorized by the naviga
tion and vessel inspection laws and 
matters relating to type approvals of 
equipment, when meeting in a regular 
session in March, and at other times in 
,special sessions when called by the 
Commandant, United States Coast 
Guard. Comments on the proposed 
regulations and other matters may be 
presented orally or in writing at the 
hearing or in writing before the hear
ing as specified in the notice of pro
posed rule making. 

(b) Changes in regulations of an 
emergent nature will be considered by 
the Committee of the Council and 
hearings may or may not be held de
pending upon circumstances. 
[F. R. Doc. 54-10260; Filed, Dec. 27, 1954: 

8:51 a. m.] 
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TITLE 46-SHIPPING 
Chapter I-Coast Guard, Depart

ment of the Treasury 
Subchapter N-Explosives or Other Danger· 

ous Articles or Substances and Combustible 
Liqu ids on Boa rd Vessels 

[CGFR 54-52] 

PART 146- TRANSPORTATION OR STOR
AGE OF EXPLOSIVES OR OTHER DAN
GEROUS ARTICLES OR SUBSTANCES AND 
COMBUSTIBLE LIQUIDS ON BOARD 
VESSELS 

(Fedel'al Register of Tuesday, Decem
ber 14, 1954] 

TITLE 46-SHIPPING 
Chapte r I- Coast Guard, Depart

ment of the Treasury 
[CGFR 54-46 ) 

MlSCELLANEOUS AMENDMENTS TO 
CHAPTER 

A notice regarding proposed 
changes in the navigation and vessel 
inspection rules and regulations was 
published in the FEDERAL REGISTER 
dated August 20, 1954 <19 F. R. 5315-
5319), as Items I to XXVII , inclusive. 
on the Agenda to be considered by 
the Merchant Marine Council, and a 
public hearing was held on Septem
ber 21, 1954, at Washington, D. C. 

Item ill-Fog Gongs. 
Item VIII-Marine Engineering Regula

tions and Material Specifications. 
Item IX-Radio Apparatus in Lifeboats 

tor Passenger Vessels. 
Item X--SCngoing Barges. 
Item XI-Unicellular Plastic Ring Life 

Buoys. 
Item XII- Buoyant CUshlons for Use 

on Un1nspected Vessels. 
Item XIII-Buoyant vests tor Use on 

Un!nspected Motorboats. 
Item XIV-Specification for Doors, 

Water t ight , Sliding (and Door Controls) . 
Item XV-PUblic Nautical School 

Ships. 

[Federal Register of Saturday, De
cember 18. 1954] 

TITLE 46-SHIPPING 
Chapter I-Coa st Guard, De part

ment of the Treasury 

Subch.apter N-Explosives or Other Danger
ous Articles or Substances a nd Combus
tible Liquids on Board Vessels 

[CGFR 54-57) 

PART 146-TRANSPORTATION OR STORAGE 
OF EXPLOSIVES OR OTHER DANGEROUS 
ARTICLES OR SUBSTANCES AND COM
BUSTIBLE LIQUIDS ON BOARD VESSELS 

PASSENGER-CARRYING VESSELS TRANS
PORTING MILITARY SUPPLIES OR STORES 
OF A DANGEROUS NATURE 

[Federal Register of Tuesday, Decem
ber 28, 19541 

NAVIGATION AND 
VESSEL INSPECTION 
CIRCULAR NO. 8-54 

16 November 1954 
Subj: Officers' Competency Certifi

cates Convention, 1936, and R. S. 
4438a, as a.mended (46 U.S. C. 224a); 
compliance with. 

1. Purpose. The purpose of this 
circular is to invite attention to regu
lations published in the Federal Reg
ister dated 19 October 1954. U9 F . R. 
6718) , which amended the regulations 
published in the Federal Register 
dated 19 December 1953 <18 F. R. 
8582), regarding compliance with the 
Officers' Competency Certificates 
Gonvention, 1936. The amended reg
ulations have been designated 46 CFR 
157.18-1 to 157.18-15, inclusive, the 
same as the previous regulations, and 
became effective on and after 19 
October 1954. 

2. Circular canceled. Navigation 
and Vessel Inspection Circular No. 
12-53 is hereby canceled. 

3. Discussion. The regulations 
published in the Federal Register 
dated 19 December 1953 <18 F. R. 
8582), which became effective on and 
after 18 J anuary 1954, provided that 
every master or person in charge of 
a vessel subject to the Officers' Com
petency Certificates Convention, 1936, 
or R. S. 4438a, as amended <46 U.S. c. 
224a) , shall file with the collector of 
customs a complete list of officers em
ployed aboard the vessel upon appli
cation for final clearance for a for
eign port or for an application for 
a permit to touch and trade. The 
application of these regula.tions to 
vessels of other countries which have 
ratified the Officers' Competency 
Certificates Convention, 1936, is no 
longer necessary because such coun
tries have adequate measures te en
force the Convention insofar as vessels 
registered in their territories are con
cerned. Therefore, in accordance 
with the a.mended regulations pub
lished in the Federal Register dated 
19 October 1954 <19 F. R. 6718), the 

• Coast Guard will no longer r equire 
the master or person in charge of a 
foreign vessel subject to the Officers' 
Competency Certificates Convention, 
1936, to file with the collector of cus
toms a complete list of officers em-

25 



ployed aboard the vessel. These reg
ulations apply to all vessels however 
propelled, navigating on the high seas 
which are registered, enrolled and li
censed, or licensed under the laws of 
the United States, whether perma
nently, temporarily or provisionally, 
including yachts enrolled and licensed, 
or licensed with the exception of (a) 
ships of war; Cb) Government vessels. 
or vessels in the service of a public 
authority, which are not engaged in 
trade; (c) wooden ships of primitive 
build as dhows and junks; Cd) un-
1igged vessels; or (e) all vessels of less 
than 200 gross tons. 

4. List of countries. The Depart
ment of State has informed the Coast 
Guard that the following countries 
have ratified the Officers' Competency 
Certificates Convention, 1936: 
Belgium 
Brazil 
Bulgaria 
Denmark 
Egypt 
Esthonia 
Finland 

France 
Italy 
Mexico 
New Zealand 
Norway 
United States 

5. Detention of vessel. The Coast 
Guard District Commander, or the 
collector of customs, by written order 
served upon the master or person in 
charge of a vessel, may detain any 
United States vessel which he has 
reason to believe is not in compliance · 
with the requirements of R. S. 4438a, 
as amended (46 U. S. c. 224a), until 
he Is satisfied t hat all officers em
ployed aboard such vessel, who are re
quired to be licensed by the Coast 
Guard, are in possession of the re
quired licenses. 

6. Right of appeal. Whenever a 
vessel of the United States is de
tained, the master may appeal, within 
5 days, to the Commandant, U. S. 

Courtesy Maritime Reporter 
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Coast Guard, Washington, D. C., who 
may, after investigation, affirm, set 
aside, or modify the order of deten
tion. 

7. Nature of .evidence of compli 
ance. The master of any vessel of 
the United States subject to R. S. 
4438a, as amended (46 U.S. C. 224a). 
shall, upon application for final clear
ance for a foreign port or upon appli
cation for a permit to touch and 
trade, file with the collector of cus
toms a record on Form CG-710A list
ing the names of the master, chief 
engineer, and all deck and engineer 
officers in charge of watches, together. 
with the serial number and descrip
tion of the license held by each such 
officer. However, if the master of a 
vessel is required, under any other 
statute or regulation, to file with the 
collector of customs a list of his . en
tire crew on Form CG-710A. this list 
will -be considered as a-eceptable evi
dence of compliance with R. S. 4438a, 
as amended, provided a notation as to 
the serial number and description of 
the license held by the master, chief 
engineer, and each deck and engineer 
officer in charge of a watch is placed 
thereon. 

8. Action required. 
a. Effective immediately, the 

master of any vessel of the United 
States subject to the provisions of 
R. S. 4438a, as a.mended C46 U. S. C. 
224a), shall file with the collector of 
customs the list referred to in para
graph 7 above as a condition to ob
taining final clearance for a foreign 
port or a permit to touch and trade. 

b. If a breach of the Officers' 
Competency Certificates Convention 
by any foreign vessel, which is regis
tered in the territory of another 
member country which bas ratified 
this convention, is found, the Coast 
Guard or the collector of customs w!ll 
communicate with the consul of the 
member country in accordance with 
paragraph 3 of Article 5 of this Con
vention. 

H. C. SHEPHEARD, 
Rear Admiral, USCG, 
Chief, Office of Merchant Marine 

Safety 
By direction of the Commandant. 

NAVIGATION AND 
VESSEL INSPECTION 
CIRCULAR NO. 7- 54 

1 November 1954. 
Subj : Routing instructions; com

pliance with. 
1. Purpose. The purpose of this 

circular is to revise and consolidate 
previous circulars relating to routing 
instructions for the· Mediterranean 
and North East European coastal 

· areas, and to direct attention to a 
new Naval publication concerning 
dangerous areas in the Pacific. 

2. Directives superseded. The in
formation contained herein supersede 
the instructions contained in Naviga
tion and vessel Inspection Circular 
No. 76-46 and 74 which were previ
ously canceled by Navigation and 
Vessel Inspection Circular No. 0-52. 

3. Discussion. In Navigation and 
Vessel Inspection Circular No. 76-46 
shipping commissioners were in
structed when signing on the crew of 
a vessel bound for the Mediterranean 
or North East European coast to ad
vise the master of the necessity for 
obta.ining the latest edition of Medi
terranean Ro u ti n g Instructions 
CMEDRD or North East European 
Coastal Routing I n s t r u c ti o n s 
<NECRD and to call to the master's 
attention the contents of Navigation 
and Vessel Inspection Circular No. 74 
regarding the penalties for failure to 
comply with routing instructions. 
Routing instructions for these a1·eas 
are now contained in a single publica
tion entitled "NEMEDRI" and atten
tion of masters is directed to this 
publication in each weekly Notice to 
Mariners. The view has been ex
pressed by the Chief of Naval Opera
tions that sufficient publicity has been 
given to the existence of NEMEDRI 
through this means and that It is no 
longer necessary for Coast Guard field 
activities to bring it to the attention 
of masters. It was also pointed out by 
the Chief of Naval Operations that 
the Hydrographic Office is now dis
tributing a new publication, H. o . 
Pub. 10, Danger Areas in the Pacific 
<DAPAC), which is similar in scope 
to NEMEDRI. 

4. Compliance with routing instruc
ticms. Failure of any licensed master, 
officer, or certificated seamen to com
ply with routing instructions issued 
by proper authority shall be deemed 
misconduct within the meaning of 
R. S. 4450, as amended C46 U. S. C. 
239), subjecting his license or mer
chant mariner's document, as the case 
may be, to suspension or revocation 
in addition to any other penalties 
provided by law. 

5. Action. The action previously 
taken by shipping commissioners in 
connection with t his matter will be 
discontinued immediately and the 
responsibility for being aware of t'he 
existence of NEMEDRI and DAPAC, 
as well as the penalties for failure to 
comply with routing instructions, will 
be that of the master of the vessel 
involved. 

H . C . SHEPHEARD 
Rear Admiral, USCG, 
Chief, Office of Merchant 

Marine Safety 
By direction of the Commandant. 
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EQUIPMENT APPROVED 
BY THE COMMANDANT 

LEDITOR'S NOTE.-Due to space limi
tations, it is not possible to publish the 
specification numbers, approval num
bers and other descriptive data re
garding approvals and termination of 
approvals as published in the Federal 
RegiSter. Copies of the Federal Reg
isters may be obtained from the 
Superintendent of Documents, Wash
ington 25, D. C.J 

United States Coast Guard 

(COFR 54-48] 

APPROVAL OF EQtrlPMENT 

By virtue of the authority vested in 
me as Commandant, United States 
Coast Guard, by Treasury Department 
Order No. 120, dated July 31, 1950 (15 
F. R. 6521), and in compliance with 
the authorities ciLed with each item of 
equipment: 

LIE'E PRESERVERS, CORK, ADULT AND CHILD 
(JACKET TYPE) (MODELS 32 AND 36) 

BUOYANT CUSHIONS, KAPOK, STANDARD 

NOTE: Approved for use on motorboats 
of Classes A, 1, or 2 not carrying passen
gers tor Mre. · 

BUOYANT CUSHIONS, NON- STANDARD 

NOTE: Approved tor use on motorboats 
or Classes A. l, or 2 not carrying passen
gers tor hire. 

SIGNALS, DISTRESS, FLOATING ORANGE 
SMOKE 

DAVITS, Lll'EBOAT 

LIFEBOATS 

TELEPHONE SYSTEMS, SOUND POWERED 

VALVES, SAFETY (POWER BOILERS) 

FIRE EXTINGUISHERS, PORTABLE, HAND 
VAPORIZING LIQUID TYPE 

FIRE EXTINGUISHERS, PORTABLE, HAND, 
SODA-ACID TYPE 

FIRE EXTINGUISHERS, PORTABLE, HAND, 
WATER, CARTRIDGE-OPERATED TYPE 

FIRE EXTINGUISHERS, PORTABLE, HAND, 
DRY-CHEMICAL TYPE 

VALVES, ~AFETY (STEAM HEATING 
BOILERS) 

FLAME ARRESTERS, BACKFIRE (FOR 
CARBURETORS) 

APPLIANCES, LIQUEFIED PETROLEUM GAS 
CONSUMING 

INCOMBUSTIBLE MATERIALS 

[COFR 54-49] 

TERMINATIONS OF APPROVALS OF 
EQUIPMENT 

By virtue of the authority vested in 
me as Commandant, United States 
Coast Guard, by Treasw'Y Depart
ment Order No. 120, dated July 31, 
1950 <15 F. R. 6521> , and In compli
ance with the authorities cited below, 

the following approvals of equipment 
are terminated because (1) Lhe man
ufacturer is no longer in business; 
or (2) the manufacturer does not de
sire to retain the approval; or (3) 
the item is no longer being manufac
tured; or (4) the item of equipment 
no longer complies with present Coast 
Guard requirements; or (5) the ap
proval has expired. Except for those 
approvals which have expired, all 
other terminations of approvals made 
by this document shall be m~de ef
fective upon the thirty-first day after 
the date of publication of this docu
ment in the FEDERAL REGISTER. Not
withstanding this termination of ap
proval of any item of equipment as 
listed in this document, such equip
ment in service may be continued in 
use so long as such equipment is in 
good and serviceable condition. 

BUOYANT CUSHIONS, KAPOK, STANDARD 

Termination of Approval No. 
160.007/28/ 0, standard kapok buoyant 
cushion, u. s. c. G. Specification Sub
part }60.007. 

WINCHES, LIFEBOAT 

SIGNALS, DISTRESS, HAND RED FLARE 

SIGNALS, DISTRESS, FLOATING ORANGE 
SMOKE 

LIFEBOATS 

FIRE EXTINGUISHERS, PORTABLE, HAND, 
VAPORIZING LIQUID TYPE 

VALVES, RELIEF (FOR HOT WATER 
HEATING BOILERS) 

[Federal Register of Wednesday, De
cember 8, 1954) 

ACCEPTABLE COVERED STEEL ARC WELDING ELECTRODES 

~The following are additions to the list of electrodes which are acceptable to the Utited States Coast Guard for use in 
w<>ldNl fahrications. 

Distributor's and/or manufacturer's 

lCollup Division, Natloonl Cylinder Oas Co., 4i00 West H>lh St., Chicago 50, lll 
Smith Oorp., A. 0 .. Mllwnukco 1, Wis ..•..•. . . , ...... ···--·: ; . ............ . 
Dabcock & Wiicox Co., 'rlle, 101 East 42d St., New York 17, N. 1 ........... .... . 

Do ••.•••••......•.... .•••••••••••••••••. •••..•.........••..... ··••··••·•• 
Do. ••• ••• .J •.••• ••••••••••••••••••• • ••••••••••••••••••••• • 

no . . .............. . 
Do ••••••••••••••••••••••••••••••••••••••..................... •• ••• . . . . . .... 

' Do ..•••.••••••.........••••••.•.•.•.. . •.....•• .••• . ..•.•.•••••..•.••..•••.. 

Vo .. ....•.... ····-····. -- · ····· · ·· --·-···-· · · ········ •.••.••....... ...•.••. 
Do • ••• • ••• • ••••• -·· ··-······ · ····· · · · · · · · ········- • 
no. . -···········--·-·-··············-··················-·············· 
Do •• • .•.•••.••.••••••••••••••••••••••••••••••••••••• ••••••• . •••••••••••••••••• 

1 Aoocpt.oblc for use "1th direct curren t only. 
• ACCl'ptable only with alternatlnt current. 
•Acceptable for this a nd smaller sir.es only. 
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THE SEA IS A WOMAN 

The sea is a woman, charming and 
deep. 

Haunting a million of men though 
they sleep-

A sweetheart whose bosom is pulsing 
and warm. 

A vixen who taunts them in tempest 
and storm! 

A motherlike being, she gives from 
her heart 

The catch for a crew, and fish for the 
mart; 

And often she dances beneath a great 
moon 

While a sailor is singing a voyager's 
tune ... 

I know she's a woman-she has to be, 
For so many men are In love wit.h the 

sea! 
Frank H. K eith 


