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Our Merchant Marine is an industry vital to the development of our foreign 
trade in peacetime. In time of national emergency It is the means of joining 
our great productive capacity and our troops and allies overseas. 

- Congressman John F. Shelley. 

"The sea still is, and, for the farthest foreseeable future. will be the avenue 
for the movement of the vast majority of the things and stuff and men that 
must be shuttled around in the prosecution of a war, and for the feeding of 
insatiable war industries." 

Adm. Robert B. Carney, USN, tn an 
address to the Naval War College. 

"Our survival in a global war will be largely dependent upon merchant 
shipping which is available during the critical initial period. It is also my 
candid opinion that it would be folly fo1· us to depend on the shipping and 
shipbuilding facilities of other nations in the event of war. We must have 
our own American Merchant Marine and it must be strong and adequate." 

-The Secretary of the Navv, Charles S. Thomas 
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MARINE SAFETY ON THE DELAWARE RIVER * 
By Commander R. Y . Edwards, USCG; Captain of the Port of Philadelphia 

THE tremendous development 
which has taken place in the Del

aware Valley over the past few years 
makes it mandatory that all con
cerQed conduct a continuing review 
of existing safety practices. Each 
additional industry or expansion of 
an already existing industry results 
in increased traffic, and just as in
creased traffic on the highway has 
resulted in an increase in accidents, 
ii obviously follows that we can ex
pect an increase in maritime acci
dents, unless we take positive steps. 
In the past 30 years ar1ivals and de
partures in this port have increased 
from about 12,000 annually to over 
18,000 annually, an increase of about 
54 percent. During the same period 
the tonnage of caJ:go handled has in
creased 236 percent. 

Thirty years ago when speaking of 
a dry cargo ship one immediately 
thought of a Hog Islander or similar 
type which was about 400 feet long, 
had a. beam of about 54 feet, drew 1n 
the neighborhood of 25 feet and made 
a speed of about 10 knots. Today a 
representative dry cargo vessel would 
be a C-3 which ls 465 feet long, beam 
69 feet and makes about 16Y2 knots. 

The development in the design of 
tankers and bulk cargo vessels is 
really amazing. The vast fleet built 
dw·ing the war, consisting of T-2's 
is rapidly going out of existence and 
is being replaced by super tankers 
ranging in size from vessels 626 feet 
long with a beam of 85 feet, drawing 
35 feet.to vessels of 803 feet in length, 
116 fee_t beam and drawing 38 feet, 
all having an average speed of about 
18 knots. Tl1is is significant when 
you consider that 75 percent of all 
the traffic in and out of this port is 
engaged in the carriage of either pe
troleum products or bulk cargoes. 

To further add to the problem, 
much of the traffic presently using 
the Chesapeake and Delaware Canal 
consists of vessels emoute from New 
York to Baltimore or vice versa or 
from a foreign port to Baltimore or 
vice versa. These v&sels never reach 
Philadelphia, but merely tend to swell 
our already serious traffic problem in 
the area. from the Chesapeake and 
Delaware Canal to the sea. Although 
the canal was originally built to aid 

•Excerpts from an address delivered at 
:he Phlladelphin Regional Safety and 
!"I.re Conference and before the Petroleum 
Section, National Safety Council, At
...2.lltic Division, Pblladelphla, Pa., March 
8 1956. 
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and assist small craft, tug and barge 
traffic between the Delaware and 
Chesapeake Bays, in 1939 it was en
larged to accommodate ocean going 
commerce; consequently, its use has 
increased greatly and there iS no rea
son to believe that as additional im
provements and developments take 
place that it will not be even more 
frequently used. Traffic through this 
Canal, which is under direct and Im
mediate control by the U. S. Artny 
Engineers, has enjoyed a fine safety 
record. 

CHANNEL DIMENSIONS 

Now let us see what has been given 
to us to move these tremendous hulls 
up and down the Delaware. The nat
ural dimensions of this channel are 
a 17-foot depth and a width which 
varies from 175 to 600 feet. This has 
been improved by the Federal Gpv
ernment through the U. S. Army 
Engineers to a point where today we 
have a 40-foot channel from Phila
delphia to the sea whose width varies 
from 800 to 1,200 feet. I believe this 
channel depth was completed in 1942. 
Along this channel there are some 16 
anchorages between Bombay Hook 
and Philadelphia. In other words, we 
have the same size channel, both as 
to width and depth, to accotnmodate 
vessels of greater speed and much 
larger dimensions as we had when the 
vessels were much slower and smaller 
in size, and what is even more impor
tant much fewer in number. These 
remarks are intended only as a recital 
of facts and should not be construed 
as another impassioned plea for the 
deepening and widening of the Dela
ware River. 

We in the Coast Guard feel that we 
have kept pace with your increased 
needs and that the following statistics 
justify this belief. In 1924 there were 
46 fixed and floating lighted aids to 
navigation on the Delaware River to 
Trenton. Today we have no less than 
136 such aids and 38 ranges in the 
same geographical area. This does 
not include fixed and floating aids 
from Liston Point, which is the divid
ing line between the river and the bay, 
to the sea. In all we maintain 452 
aids to navigation at appropriate lo
cations from Trenton to the sea. 

MARINE CASUALTIES 

Let us consider the safety record in
sofar as collisions and groundings a1·e 
concerned. During the last ten years 
there have been 170 collisions, only 50 
of which we consider to be major. 

During the same period we have rec
ords showing 320 groundings, of which 
60 percent resulted in no reportable 
damage to the vessels. During the 
same period about 75,000 vessels ar
rived and cleared, which is 150,000 
transits of the bay and river. Based 
on these figures we arrive at the ines
capable conclusion that one out of 
every 300 vessels using the port of 
Philadelphia can expect to be involved 
tn some type of a marine casualty, 
either while being navigated or at 
anchor. 

The 50 major casualties cost the 
lives of 32 men and i:esulted in dam
ages exceeding nineteen million dol
lars. One of these resulted in a total 
loss of two vessels at a cost of seven 
million dollars and the loss of four 
lives, to say nothing of the additional 
injuries to other crew members. 
Compared with other ports of com
parable size I suppose this expectant 
casualty rate is not too overwhelming, 
but to one who has had the opportu
nity to closely analyze each of these 
cases it is most disappointing. 

The figures that I have quoted thus 
far do not Include casualties occur
ring alongside the dock, such as fires. 
In this category, over the last 10 years, 
we have had four fires involving the 
loss of nine lives. The damages were 
$278,166. Here again the casualty 
rate appears to be quite low when one 
considers that over fifty million tons 
of petroleum products are handled 
each year ip this area. Although all 
four of these fires are considered to 
have been preventable, the fact that 
greate1· damage did not result is at
tributable to the fact that the ves
sels involved were manned by alert, 
cou1·ageous and well trained crews. 

COLLISIONS 

Getting back to the collision casual
ties, analysis fails to reveal any clear 
cut pattern as to cause or predictable 
occurrence. We have had collisions 
1n the daytime, we have had collisions 
at nighttime, we have had collisions 
in fog and collisions in clear weather. 
Some of the vessels have been 
equipped with radar and others have 
not. The worst casualty on record, 
insofar as financial loss is concerned, 
occurred on a clear night with both 
vessels navigating in full slight of each 
other for a considerable period of time 
prior to the impa~t. 

It does appear that there is a 
higher rate of a<:cidents in the vi
cinity of the pilot station and the 
Marcus Hook anchorage. However, 
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this is not deemed to be particularly 
significant because these are the two 
ooints where vessels normally engage 
1n extensive maneuvering to pick up 
or drop the pilot or the quarantine 
officials. Analysis shows that we 
have had at least one collision near 
every bend or tw·n in the channel. 
This is normal expectancy since navi
gational hazards always increase 
whenever there is a deviation from a 
straight run. People have suggested 
to me that one of the reasons why 
we are plagued with accidents is the 
fact that it is 90 miles from the pilot 
station to Philadelphia and those 1n 
charge of the navigation of the ves
sel are subject to fatigue during the 
latter part of the trip. Undoubtedly, 
the personnel are not as fresh at the 
end of the trip as at the beginning, 
but I question very much the con
tention that fatigue has contributed 
materially to our accident rate. 

Evaluation of all these collisions 
definitely reveals that notwithstand
ing the somewhat restrictive nature 
of the channel, along with the in
crease and size of the number of the 
vessels, it is human weakness or fault, 
that is primarily responsible for the 
accidents. This human weakness or 
fault may be charitably referred to 
as an error in judgment. By this I 
do not mean to imply any lack of 
skill or knowledge on the part of 
Masters or pilots as a group navigat
ing the Delaware. I believe the pi
lots and others in charge of navigating 
this river are as skilled as any other 
in this world. 

WHAT CAN BE DONE? 
Speed 

What can be done to improve the 
situation? Even though there are 
great plans for deepening and widen
ing the channel and anchorages, as 
well as making new anchorages, these 
fine things are still In the future and 
our problem is with us right now. 
Here are some suggestions which I 
hope will be helpful in promoting 
some sort of corrective action. These 
suggestions are, of course, not origi
nal but I offer them to promote dis
cussion and help to focus attention 
on a situation which under existing 
circumstances is getting no better 
fast. First, I would like to direct 
your attention to the question of 
speed. Naturally we build faster 
ships to get the cargoes to the port 
of discharge sooner. However, it ap
pears foolhardy to me, to make use 
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of this speed to attempt to make up 
time which was lost at sea due to bad 
\Veather or other cause in the quiet 
waters of the Delaware. Many of our 
general cargo vessels, so-called liner 
vessels, are operating on such tight 
schedules that they contemplate 
speeds in this area which are not at 
all consonant with prudent. and safe 
operation. In many instances the 
Masters of the vessels are under such 
pressure to maintain these schedules 
that they make decisions based on 
expediency to stand on in the face 
of obvious unsafe conditions. 

We have no speed limit in the Dela
ware and I am not suggesting that 
one be promulgated, but I do think 
that the 300 to 1 odds warrant that 
those In charge of vessel operation 
review their existing instructions to 
Masters. Let them consider the im
pact with which two vessels of 44,000 
displacement tons proceeding at 16 l/2 
knots collide. The impa~t force is 
1,525,000 foot tons. The impact force 
that could be expected in 1942 with 
vessels representative of that time 
was only 99,400 foot tons. 
Radar 

There is another aspect of ship
board operation which could stand 
some scrutiny by executive shore 
based personnel and this concerns the 
overreliance that has, in some in
stances, been placed upon radar. 
Much has been written about radar 
and I am aware that many of the 
companies here represented have re
quired shipboard personnel to take 
training in its operation. Notwith
standing this there are still those who 
believe that the possession of radar 
places them in a super ship category 
and exempts them from compliance 
with the le~ter and meaning of the 
Rules of the Road. In some instances 
the possession of radar, as based on 
the testimony of those involved, has 
been considered sufficient justifica
tion to cause an otherwise prudent 
individual to continue navigating un
der circumstances that warranted 
either anchoring or a great reduction 
in speed. The finest radar set yet 
developed, insofar as the safe naviga
tion of a vessel is concerned. ls only as 
good as the interpretative abilities of 
those in charge of navigation. It is 
sad, indeed, that a learned Federal 
judge in commenting on a collision 
remarked that "certainly this collision 
would not have happened iI both ves
sels did not have radar." 
Radiotelephones 

My next suggestion involves the use 
of radiotelephones <walkie-talkies) . 
Several years ago, prior to the open
ing of the Fairless Plant, a group of 
the interested parties met in my office 

in the Customhouse and discussed the 
hazards of the impending navigation 
of the upper river by ocean-going ves
sels. These people were representa
tives of those that would make the 
most use of this part of the river. The 
possible use of walkie- talkies was ex
plored and subsequently a number of 
these sets were procured. Today, 
practically every vessel in the upper 
Delaware is able to communicate with 
other vessels, with tugboats towing 
the largest tows, as well as with the 
bridge tenders of the Delair, Tacony
P a 1 my r a. and Burlington-Bristol 
bridges. The use of these walkie
talkies permits the frequent exchange 
of information as to speed, position, 
weather and also facllitates passage 
at prearranged points where naviga
tional hazards are at their minimum. 
It also insures timely opening of the 
bridges. 

This, to me, is a perfect example of 
how a procedure, adopted voluntarily 
and essentially only for its sa.fety fea
tw·es, can result in definite savings. 
It has resulted not only in savings In 
time and money to the shipowners, 
but also in time and money to the 
motoring public using the draw 
bridges. Their efficiency is attested to 
by the fact that although we have 
had several minor groundings, there 
has as yet not been one collision 
worthy of mention since the plant was 
opened. Until January 31, 1956, there 
were i, 758 transits of this portion of 
the river involving the discharge of 
6,246,571 tons with a collision rate of 
zero. If we can achieve such a mar
velous safety record on that portion 
of the river, which is considered the 
most hazardous, it seems to me we 
can do better on that portion of the 
Delaware which is considered to be 
safer to navigate. 

Tied in with the POsslble use of 
walkie-talkies is the establishment of 
additional reporting stations between 
Ma.rcus Hook and the Capes. The 
limited range of walkie- talkies is off
set in the upper river by the fact that 
the bridges serve as natural coordina
tion and relay centers. Two addi
tional reporting stations in the lower 
river would serve as relay stations and 
at the same time keep ships supplied 
with up to the minute weather data. 
Along the 90 miles of tortuous and 
congested channel from the Capes to 
Philadelphia, we have conditions 
which vary at the same time from pea 
soup fog to bright sunshine. Infor
mation as to conditions prevailing on 
all reaches of the river would aid 
Masters and pilots to a great extent 
in making the sometimes vital deci
sion as to whether to con tinue or to 
anchor. 

( Co1itint1ea 01i pave 1s4) 
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MARINE SAFETY LEGISLATION 

T HE year 1956 will be known as 
an important year in the realm 

of marine inspection and safety. 
During the year, the President signed 
three separate laws, all of which di
rectly concern that important field. 

PUBLIC LAW 519 

The most important law would ap
pear to be PUBLIC LAW 519 which, for 
the first time, wm provide an adequate 
standard of safety for the thousands 
of persons who travel as passengers on 
small vessels each year. It will re
quire inspection of all vessels carrying 
more than six passengers. The provi
sions of the law become applicable on 
January 1, 1957, or on the firnt day 
of the sixth month following the pub
lication of rules and i·egulations, 
whichever is later. 

The Coast Guard is now drafting· 
proposed rules and r e g u l a t i o n s. 
These will be made the subject for a 
public hearing to be held most prob
ably in Washington, D. c. Notice of 
the date of the public hearing and the 
agenda containing the proposed reg
ulations will be published in the Fed
eral Register at least thirty days be
fore the date of the public hearing. 

All Interested parties will be af
forded ample opportunity to comment 
in writing and also to present their 
news, constructive criticism, and sug
gestions, either orally or in writing, at 
the public hearing. 

After consideration of the views of 
all interested persons and the final 
recommendations by the Merchant 
Yarine Council, the proposed i·egula
::ions will be rewritten. The regula
dons will then be published in the 
Federal Register as a part of the Code 
oj Federal Regulations to be effective 
under the provisions of PuBLIC LAW 
519 six months after the date of such 
:;>ublication. 

The following is the text of the new 
!aw: 
To require tbe inspection and certifica
:!On o! certain vessels carrying passengers. 

Be it enacted, by the Senate and House 
o.' Representatives of the United States 
o: America in Congress assembled, That 
-:rhen used in this Act, unless the context 
~es otherwise-

(a ) The term "passenger" means every 
,,erson carried on board a passenger
ca.rrylng vessel otber than-

( !) the owner or his r epresentative: 
( 2) the master and the bona ti.de 

::embers of the crew engaged in the busi
~ of the vessel who have contributed 
:D consideration tor their carriage and 
-.hO are paid for their services; 

(3) any employee of the owner of the 
~l engaged in the business o! the 
·Tller, except when the vessel Is operating 
~er a bareboat charter; 
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(4) any employee of the bareboat 
charterer of the vessel -engaged in the 
business of the bareboa.t charterer; 

( 5) any guest on board a vessel which 
Is being used exclusively for pleasure pur
poses who has not contributed any con
sideration, directly or indirectly, for his 
carriage; or 

(6) any person on board a vessel 
documented and used for tugboat or tow
boat service o! fitty gross tons or more 
who has not contributed any considera
tion, directly or indirectly, for bis 
carriage. 

(b) The term "passenger-carrying ves
sel" means any vessel whlcb carries more 
than six passengers, and which is ( 1) pro
pelled in whole or in part by steam or by 
any form of mechanical or electrical 
power and is of fifteen gross tons or less: 
(2) propelled in whole or in part by steam 
or by any form of mechanical or electrical 
power and is of more than fifteen and less 
than one hundred gross tons and not more 
than sixty-tl.ve feet in length measured 
trom end to end over the deck excluding 
sheer; (3) propelled by sail and is of seven 
hundred gross tons or less; or (4) non
self-propelled and Is of one hundred gross 
tons or less; except any public vessel of 
the United States or of any foreign state, 
or any li!eboat ·forming part of a vessel's 
lifesaving equipment. The term includes 
( 1) any domestic vessel op~ratlng on the 
navigable :waters of the United States, or 
on the high seas outside of those waters 
and within tbe normal operating range 
of the vessel, and (2) any foreign vessel 
departing from a port of the United 
States. 

(c) The term "International Conven
tion for Safety of Life at Sea" means the 
"International Convention for Safety of 
Life at Sea, 1948" or any similar inter
national convention which comes into 
torce and effect after ratification by the 
United States Senate. 

( d) The term "Secretary" means the 
Secretary of the department in which the 
Coast Guard is operating. 

SEC. 2. (a) The Secretary shall, at least 
once every three years, cause to be in
spected each passenger-carrying vessel, 
and shall satisfy bimself that every such 
vessel ( 1) is of a structure suitable !or the 
service in which it is to be employed; 
(2) is equipped with the proper ap
pliances for lifesaving and fire protection 
in accordance with applicable laws. or 
rules and regulations prescribed by him; 
(3) has suitable accommodations for pas
sengers and the crew; and (4) is in a 
condition to warrant the belief that it 
may be used, operated, and navigated 
w1th safety to life in the proposed service 
and that all applicable requirements of 
marine safety statutes and regulations 
thereunder are falthtully complled with. 

(b) The Secretary may prescribe rea
sonable fees or charges for (1) any in
spection, made and (2) any certitl.cate, 
license, or permit issued pursuant to this 
Act or tbe rules and regulations estab
lished hereunder. 

SEc. 3. In order to secure effective 
provlslon against hazard to life created 

by passenger-carrying vessels and to carry 
out In the most effective manner t he pro
vislonS' of this Act, the Secretary shall 
prescribe such rules and regulations as 
may be necessary .with respect to design, 
construction, alteration, or repair of such 
vessels, including the superstructures, 
hulls, accommodations for passengers and 
crew, fittings, equipment, appliances, pro
pulsive machinery, auxiliary machinery, 
and boilers; with respect to all materials 
used in construction, alteration, or repair 
of such vessels including the fire preven
tion and fire retardant characteristics o! 
such materials; with respect to equip
ment and appliances for lifesaving and 
fire protection; with respect to tbe op
eration of such vessels, including the 
waters In which they may be navigated 
and the number of passengers which they 
may carry; with respect to tbe require
ments of the manning of such vessels and 
the duties and qualifications of the op
erators and crews thereof; and with 
respect to the Inspection o! any or all the 
foregoing. 

SEc. 4. (a) No passenger-carrying ves
sel shall be operated or navigated unt11 
a certificate of Inspection in such form 
as may be prescribed by the regulations 
promulgated by the Secretary under the 
authority of this Act, has been issued to 
the vessel indicating that tbe vessel is in 
compliance with the provisions of this 
Act, and the rules and regulations es
tablished hereunder; except that when a 
foreign passenger-carrying vessel belongs 
to a nation which is signatory to the 
International Convention for Safety of 
Life at Sea, a valid safety certitl.cate 
issued to the vessel pursuant to the Con
vention may be accepted in 11eu of the 
required certificate of inspection. 

(b) Any passenger-carrying vessel to 
which a valid certificate of inspection 
has been Issued pursuant to this section 
shall during the tenure o! the certificate 
be In tull compliance with the terms of 
the certificate. 

(c) A certificate of Inspection Issued 
pursuant to this section may at any time 
be voluntarily surrendered and shall be 
withdrawn and suspended or revoked tor 
noncompliance witb any applicable re
quirements of this Act or regulations 
thereunder. 

SEC. 5. Any owner, master, or person 
in charge of any vessel subject to this 
Act who violates tl1e provisions of this 
Act, or the rules and regulations estab
lished hereunder, shall be Uable to the 
United States in a penalty of not more 
than $1,000 for each such violation, for 
which sum the passenger-carrying vessel 
shall be liable and may be seized and 
proceeded against by way of libel in any 
district court of the United States having 
jurisdiction of the violation. 

SEc. 6. (a) The Act of January 18, 1897 
(29 Stat. 489; 46 U. S. C. 520), is hereby 
repealed. 
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(b) Section 4426 ot the Revised Stat
utes, as amended (34 Stat. 193; 46 u. S. C. 
404) , Is amended to read as follows: 

"4426. The hulls and boilers of every 
ferryboat. canal boat, yacht or other 
small craft of like character propelled by 
steam, shall be inspected under the provi
sions of this title. Such other provisions 
of law for the better security of life as 
may be applicable to such vessels shall, 
by the regulations ot the Secretary 01' the 
department In which the coast Guard ls 
operating. also be required to be complied 
with before a certlt1cate or Inspection 
shall be granted, and no such vessel shall 
be navigated without a licensed engineer 
and a licensed pllot: Provided, That In 
open steam launches of ten gross tons 
and under, one person, 1f duly qualified, 
may serve In the double capacity of pilot 
and engineer. All vessels of above tuteen 
gross tons carrying freight for hire and 
all vessels of above fi.!teen gross tons and 
in excess or sixty-five feet in length carry
ing passengers for hlre, but not engaged 
1n fishing as a regular business, propelled 
by gas, ftuld, naphtha, or electric motors, 
shall be subject to all the provisions of 
this section relating to the inspection of 
hulls and boilers and requiring engineers 
and pilots, and for any violation of the 
provisions of title 52 of the Revised Stat
utes applicable to such vessels, or of rules 
or regulations lawfully established there
under, and to the extent to which such 
provisions of Jaw and regulations are so 
applicable, the said vessels, their masters, 
officers, and owners shall be sub(ect to the 
provisions of sections 4496, 4407, 4498, 
4499, and 4500 of the Revised StntuLea, as 
amended (46 u. S. c. 494-498), relating to 
the Imposition and enforcement of pen
alties and the enforcement or law: Pro
'Vided, however, That until June 30, 1956, 
no vessel registered or licensed as n ves
sel of the United States of fifteen gross 
tons or less on December 31, 1953, shall 
be deemed to be subject to the 1nspectlon 
provisions or Lh!s section notwithstanding 
the fact that such vessel may thereafter 
be found to have a tonnage In excess of 
fifteen gross tons, unless such finding 
results from an alteration In the length, 
breadth. or depth effected after December 
31, 1953." 

(c) Section 7 of the Act of April 25, 
1940, as amended (54 Stat. 165; 46 U.S. C. 
526!), ls amended to read as follows: 

Sre. 7. No such motorboat, and no other 
vessel of fttteen gross tons or less pro
pelled by machinery other than steam, 
while carrying passengers for hire, shall 
be operated or navigated except In charge 
of a person duly licensed for such service 
by the Secretary of the department 1n 
which the Coast Guard ls operating. 
Whenever any person appUes to be li
censed as operator of any motorboat, or 
or any other vessel of ft!tecn gross tons 
or less propelled by machinery, currying 
passengers !or hire, the Secretary shall 
make diligent Inquiry as to his chnro.cter, 
and shall carefully examine the nppllcant 
orally as well as the proofs which he pre
sents In support or his claim, and !! tJ;ie 
Secretary ls satisfied that his capacity, 
experience, habits of Uving. and character 
are such to warrant the belle! that he can 
safely be entrusted with the duties and 
responsiblll tles or the station for which 
he makes application, the Secretctry shall 
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grant him a license authorl.z!ng him to 
discharge such duties on any such motor
boat, or on any other vessel of fifteen 
gross tons or less propelled by maclllnery, 
carrying passengers for hire, !or the term 
of five years. Such license shall be sub
ject to suspension or revocation on the 
same grounds and in the same manner 
with like procedure as is provided In the 
case of suspension or revocation of li
censes of oftlcers under the provisions of 
section 4450 of the Revised Statutes, as 
amended (U. s. c. 1952 edition. title 46, 
sec. 239) : Provided, That motorboats and 
other vessels of fifteen gross tons or less 
propelled by machinery shall not be re
quired to carry licensed ofllcers except as 
required In this Act: And provided fur
ther, That licenses herein prescribed shall 
not be required of motorboats or ot any 
other vessels of ruteen gross tons or less 
propelled by machinery engaged lo fish
ing contests previously arranged and 
announced." 

SEC. 7. Nothing contained In this Act 
shall be deemed to amend, alter, or other
wise affect the requirements of any In
ternational Convention for Safety of Life 
at Sea. 

SEC. 8. This Act shall become effective 
on January 1. 1957. or on the first day of 
the sixth month following the prescrip
tion or rules and regulations by the Sec-

· retary under section 3, hereof, whichever 
ls later. 

SEC. 9. There are hereby authorized to 
be appropriated such sums as may bo 
necessary to carry out the prciv!sions of 
this Act. 

SEC. 10. If any provisions of this Act, or 
the application ot any provision or tbls 
Act to any person or circumstance 1s 
held Invalid, the application o! such pro
vision to other persons or circumstances, 
and the remainder of this Act, shall not 
be affected thereby. 

BIENNIAL INSPECTION 

The second piece of leglslatlon has 
been referred to as the "Biennial In
spection" law. It Is PUBLIC LAw 549, 
which became effective on June 4, 
1956. 

This law, in effect, repealed the 1871 
statute which required annual inspec
tion of the hulls and boilers of Ameri
can cargo vessels. Instead there will 
be an inspection once every two years. 

It should be noted, however, that 
the inspection of passenger vessels 
and tankers will still be on an annual 
basis. 

NEW LIGHTING REQUIREMENTS 

The third law, one which will par
ticularly interest small boat owners, 
amended the Motorboat Act of 1940. 
It became effective on June 4, 1956 
and is PUBLIC LAW 552. 

Prior to the new law, auxiliaries 
less than 26 feet in length were only 
required to carry a white light aft 
when under sail or propelled by sail 
and machinery. Since to the mariner 
one white light usually meant a vessel 
at anchor or a vessel being overtaken, 

he would usually navigate accordingly. 
As a result the danger of collision was 
increased. 

In addition to that undesirable fea
ture, there was the hazard occasioned 
by the requirement that the white 
light be placed aft. Obviously, any 
vessel rigged for sail must have her 
mast stepped forward it the sail is 
to be effective. As a result, the white 
light aft was always obscured through 
a certain arc of visibility by the sail. 

Another paradox was the !act that 
the lights required by the Motorboat 
Act differed from those required by 
the INTERNATIONAL RULES OF TIIE ROAD. 
This meant that a motorboat or aux
iliary which operated on the high seas 
and on inland waters had to change 
from one lighting system to the other 
when crossing the line of demarcation. 
If the operator neglected to make the 
change, and was involved In a col
lision, the burden of proof was on 
him to show that the improper lights 
carried were not the cause of the 
collision. 
Wi~h the passage of the new law, 

the foregoing inadequacies were alle
viated. 

In brief the effect of the new law 
will be as follows: <See page 131.> 

Power boats and auxiliaries not 
more than 65 feet in length, operating 
on inland waters, western rivers, and 
the Great Lakes, may exercise either 
of two options. 
Option 1. 

Ca> If under 26 feet in length 
carry, as before, a combination lan
tern forward, and aft at a greater 
height an all around white light; 
show,. as before, both lights when 
running under power alone. If run
ning under both sail and power, show 
both lights instead of just the all 
around white light. If running under 
sail alone, show the combination lan
tern instead of the all around white 
light. 

(b) If 26 feet or more, but not 
more than 65 feet in length, carry, as 
before. a. 20-point white light forward, 
an all around white light aft, and 
separate red-green sidelights; show, 
as before, each of these lights when 
running under power alone. If run
ning under sail and power, show each 
o! these lights instead of just the side
lights. If running under sail alone, 
show, as before, the red-sreen side
lights, but not the white lights. 
Option 2. 

Irrespective of length, carry 
either a combination lantern or sep
arate red-green sidelights, a 20-point 
white light forward, and a 12-point 
white light at the stern; show each of 
these lights when running under 
power alone or both sail and power. 

( Oont'imiea on pane 124) 
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TRADITIONS OF THE SEA 

The roll of American Sea
farers who have performed their 
duties in an outstanding and 
meritorious manner in accord
ance with the highest traditions 
of the sea is long but never 
completed. 

One of the names which has a 
distinguished place on this roll 
is that of CAPTAIN HOLGER E. 
SORENSEN. In January 1943 his 
ship, the MV Cape Decision, was 
sunk by an Axis submarine 
while enroute to West Africa. 

On November 13, 1943, the 
President of the United States 
conferred the Merchant Marine 
Disting1tished Service Medal on 
CAPTAIN SORENSEN, in accord
ance with the following cita
tion: 

For heroism and distin
guished service under un
usual hazards. 

His ship was struck si
multaneously by two tor
pedoes on the port quarter, 
blowing out the under
water section of the stern 
and starting ti.res in the 
after ammunition maga
zine. 

Due to splendid discl
pl!ne and training, all 77 
of the crew and passen
gers abandoned ship with
out injury or loss of life. 
However, two members of 
the crew were cau<sht aft 
and were forced to jump 
off the stern. They were In 
double danger of being 
caught In the suction near 
the stern of the ship, or 
k11led by the imminent (ex
plosion of the ammuni
tion magazine. Mindful 
of this danger, and re
fusing to place his boat
load of survivors in fur
ther jeopardy by rowing 
under the stern, the Mas
ter dove overboard, swam 
through the debris and 
brought the two exhausted 
men safely to the lifeboat. 

He tl:ien navigated the 
lifeboats 900 mlles to the 
nearest land. His excep
tional navigational sklll 
landed the survivors nine 
days later in Barbados. 

His heroic disregard of 
his own safety, and his ex
emplary leadership under 
stress, constitute qualities 
of service which will be an 
enduring inspiration to 
seamen of the United 
States Merchant Marine. 
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nautical queries 
Q. How would you determine the 

minimum diameter sheave block 
which you should use with wire rope? 

A. Coast Guard regulations state 
that the diameter of sheaves at the 
base of the groove must equal at 
least 12 times ·the diameter of the 
wire rope, when such sheaves are used 
for boat falls made of wire rope. 

Usual practice on wire rope subject 
to heavy use on ships such as cargo 
falls is to use about 15 times the wire 
rope diameter as the minimum sheave 
diameter. 

Manufacturers in general urge 
larger diameters, and the size of the 
sheave should consider not only the 
diameter of the wire but also its flexi
bility, the less flexible grades demand
ing larger sheave diameters. Another 
factor to consider is the angular 
change in direction which the block 
affords. Where the angle is less than 
180°, smaller size sheaves may be 
employed. 

Q. What precautions would you 
take in handling boats equipped with 
releasing gear which operates under 
tension <Rottmer gear)? 

A. See that the required marking 
"Danger-Lever Releases Hooks" is 
legible and understood by all hands 
involved in the operation. 

When men are performing any 
maintenance or repair work in the 
boats, where the releasing gear might 
be accidentally handled, provide ad
ditional lashings to the breasthooks or 
bow and stern shackles that are in
dependent of the i·eleasing hooks . 

Q. What is the purpose of the 
stream and kedge anchors, which are 
smaller than the bowers, that are car
ried by seagoing vessels? 

A. Stream anchors are designed 
primarily for use when moored In an 
anchorage, such as a stream, where 
the arc described by the vessel in 
swinging to the tide or current must 
be limited. 

Kedge anchors are designed pri
marily for use by a vessel in shifting 
by taking the kedge out with boats, 
dropping it, and then heaving the ves
sel up to it with cable. The process 
of moving vessels about in this man
ner is known as kedg!ng. 

Light anchors are handy for emer
gency use, such as for heaving a 
grounded vessel into deep water, hold
ing a vessel away from a dock where 
she is being battered by wind or sea, 
etc. 

Q. On the usual stockless anchor 
employed on merchant vessels, what 
care is necessary and what parts 
should be examined for signs of wear? 

A. Modern stockless anchors are 
of rugged design arid normally require 
little care. However, flukes should be 
kept free to move in their proper arc 
on the shank. The crown socket or 
pivot bar should be kept free of mud, 
rocks, etc. The anchor shackle pin 
on the bmver anchors should be ex
amined as they are subject 'to severe 
strain, as well as abrasion in the 
hawse pipes and in use. Should any 
slackness develop, they must be 
hardened up <usually by shipyard re
pair gangs) by heating and peening, 
or be renewed. Spare bower, stream, 
and kedges which are seldom used 
should have their shackles kept free. 

Q. What signal should be dis
played by day when loading or dis
charging oil in bulk at a dock? 

A. A red flag. 
Q. What should be used to make 

a flanged joint in an oil hose tight? 
A. A gasket. 
Q. What is meant by the wo..rd 

"Maru"? 
A. It's a term which accompanies 

the name of all Japanese vessels and 
carries the hope or assumption of per
fection or completeness. Its original 
meaning was a circle or sphere. 

Q. Why should axes be located on 
piers near bitts or bollards where 
vessels' lines are secured? 

A. To cut lines in the event ves
sels are required to vacate a slip 
quickly because of fire on the pier. 

Q. What information should be 
supplied to the bridge by the mate on 
the foc'sle head of a vessel when lay
ing or picking up anchor? 

A. The mate in charge on the 
foc'sle head when laying or picking 
up an anchor should keep the bridge 
informed of the amount of cable out, 
the direction in which i~ is tending, 
and the strain upon the cable. 
Anchoring In a tideway or with wind 
blowing, the bridge should be in
formed when the vessel has brought 
up or reached its maximum stress on 
the chain in anchoring. In heaving 
up the anchor, the bridge should be 
informed when the chain is up and 
down, when the anchor is aweigh, and 
when clear of the water. 
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POWER OF SUGGESTION 

In the June issue of the Proceed
ings there was an article entitled 
"Tugboat Casualties," in which it was 
pointed out that many uninspected 
diesel tugs are inadequately equipped. 

There is reason to believe, however, 
that many of the operators a.re in
terested in bringing their vessels up to 
standard. In many cases, all that is 
required is to point out to them how a 
certain installation would improve the 
seaworthiness of their craft. 

The foregoing was well demon
strated last year by a circular letter 
which was sent by the commander of 
the 9th Coast Guard District to vari
ous uninspected tugs in the Great 
Lakes area. 

A serious engineroom fire on an 
uninspected diesel tug prompted the 
letter. A crnnk case explosion in the 
machinery space resulted tn an oil 
fire. Before the engine and electrical 
power could be secured, the flames 
and smoke forced the crew topside. 
The tug was still underway and it was 
dangerous to fight the fire with water 
because of the possibility of electro
cution from the energized electric 
circuits. 

The Chief Engineer, at great risk to 
himself, went back into the engine
room and secured the fuel line. As 
soon as the engine stopped, the elec
tric power was automatically secured 
and the fire was brought under con
trol without the danger of electrocu
tion. 

It can readily be seen that if there 
had been a x·emote shut-off valve on 
the fuel line, and a cut-off for the 
engine, above deck, the engineroom 
could have been secured without en
dangering the Chief's life. 

The local Marine Inspection Officer, 
when he learned of the casualty, 
realized that a similar casualty was 
possible on many tugs. He decided 
that it would be valuable to the Great 
Lakes tugboat industry and its per
sonnel if they were informed of the 
casualty and possible ways of circum
venting a similar mishap. Accord
ingly, the following letter was sent 
to the operators of uninspected tug
boats in the area: 

Date 
Gentlemen: 

The purpose of this letter is to 
advise towing-vessel operators who 
employ diesel powered vessels In the 
Great Lakes region of the deslrab111ty 
ot installing !Uel oil shut-oft' valves 
and engine stopping devices which 
are operable from outside the engine
room. 

This recommendation stems trom 
the results or an investigation con
ducted under the authority of the 
Statutes covering marine casualty 
investigations, Into a serious engine-

120 

MERCHANT MARINE 
STATISTICS 

There were 1,081 vessels of 1,000 
gross tons and over in the active 
oceangoing United States merchant 
fleet on May 1, 1956, according to 
figures released recently by the Mari
time Administration. This was eight 
more than the number active on 
April 1. 1956. 

There were 37 Government-owned 
and 1,044 privately owned ships in 
active service. These ftgures did not 
include privately owned vessels tem
porarily inactive, or Government
owned vessels employed in loading 
grain for storage or undergoing re
pairs. They also excluded 53 vessels 
in the custody of the Departments of 
Defense, State, a.nd Interior. 

There was a net decrease of 2 ves
sels in the active, and 4 vessels in 
the total (active and inactive> pri
vately owned fleet, with the sale of 
1 freighter and 3 tankers to a foreign 
flag. . 

The Maritime Administration's ac
tive fleet increased by 10, while its 
total fteet decreased by 1, with the 
sale of 1 freighter to Korea. This 
made a net decrease of 5 vessels in 
the total merchant fteet, active and 
inactive, which numbered 3,226 on 
May 1, 1956. 

Orders for 2 new tankers and con
version work on a passenger vessel, a 
trailership, and 10 tankers brought 
the total of merchant oceangoing 
vessels being built or under conversion 
to 50. 

room fire which occurred aboard an 
unlnspected towing vessel. The 
fighting o! this fire with water was 
impeded by the danger o! eleetro
outtng the ti.re fighters with the 
power being developed by the main 
diesel electric propelling plant. This 
plant could not be secured from out
side the machinery space, and, had 
it not been tor the Chle! Engineer 
entering the engine space at con
siderable risk to himself and securing 
the tuel oll vnlves at the tank, the 
fire could easily have gotten out o! 
control. 

It Is fully reaUzed that diesel pro
pelled towing vessels are exempted 
by law Irom Inspection, but It was felt 
this suggestion might be of some 
future benefit In preventing a costly 
fire. 

Very truly yours, 

G . A. LI'l"l'LEFIELD, 
Captatn, u. s. coast Guard, 
Marine Inspection Officer, 

By ctirectfon of th.e Df.strtct Commander. 

A number of replies were immedi
ately received indicating favorable re
action to the letter. One company 
indicated immediate acceptance of 
the suggestions. 

MARINE SAFETY CONTEST 
The Coast Guard takes pleasure in 

saluting the winners of the 1955 Na
tional Safety Council Marine Section 
Safety Contest-congratulations a.re 
also in order to those entries who im
proved over their 1954 safety i·ecord. 

The companies awarded the top 
honors in the various classes are as 
follows: 

CARGO AND PASSENGER VESSEL CLASS 

In the ocean and coastwise division 
of this class, United States Lines was 
first with an accident frequency rate 
of 5.45; Mat.son Navigation Company 
was a close second with a rate of 5.58; 
and, Moore-McCormack Lines was 
third with p. rate of 6.81. 

In the inland waterways division of 
this class, the Nicholson-Universal 
Steamship Company won first honors 
with an accident frequency rate of 
.90; Cleveland-Cliff Iron Company 
was second with 2.71; and, Wilson 
Transit Company was a close third 
with 2.82. 

TANKERS 

In the ocean and coastw!se division 
of this class, Sun Oil Company was 
first with an accident frequency rate 
of 1.06; Esso Shipping Company was 
second with 2.54; and Pure Oil Com
pany was third with a 2.78. 

In the inland waterways division 
of this class an enviable record for 
safety was set that will probably never 
be equaled. Three companies tied 
for ftrst honors with an accident fre
quenc1J rating of zero. These com
panies were: Socony-Mobil Oil Co.: 
sun Oil Company; and The Texas 
Company-congratulations. 

ACCIDENT FREQUENCY RATE 

The accident frequency rate ls 
based on the number of lost- time ac
cidents per million man-hours. The 
aforementioned rates can be com
pared with an industry-wide rate of 
7.39 for cargo and passenger, ocean 
and coastwlse vessels; and 3.29 for 
tanke1·s, ocean and coastwise. 

GOVERNMENT OPERATION 

The Milltary Sea Transportation 
Service was not considered to be an 
entry in the commercial vessel opera
tion class, but since it operates a large 
fleet of ocean and coastwise vessels, 
it is deserving of special commenda
tion for its low accident frequency 
rate of 3.17. 
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HOT EMISSIONS 

AN interesting phenomenon observed 
by keepers of accident records 

and statistics is the occasional spate 
of similar-type accidents which occw· 
m a short period of time. The rate of 
occurrence of a certain type of casu
alty which has been fairly low for a 
prolonged period, will suddenly jump 
to a high frequency, for no apparent 
:-eason other than coincidence. Re
ports of casualty investigations re
ceived over the years at Coast Guard 
Headquarters, for instance, have con
tained occasional cases of injuries due 
to steam or hot water escaping and 
bw-ning shipboard personnel. Most 
of these, averaging only one or two 
.nstances per month, were simple in 
natu1·e, with only an occasional case 
of severe burns, and were due largely 
to personal thoughtlessness or care
:essness. 

However, a few months ago, six 
cases, all involving serious burns and 
all attributable, at least in large part, 
:o unforeseen or unpredictable cir
cumstances rather than carelessness, 
Tere reported to and investigated by 
:.he Coast Guard. These accidents 
:ook place in the short period of 3 
months and happened on 6 different 
-...e~sels entirely unrelated to each 
c•her by trade, area, or type. Their 
one common denominator was the use 
l'f steam for propulsion. 

"DEAD" BOILER 

One of the most unusual accidents 
xcurred during the routine annual 
;.nspection of a freighter and caused 
::ic>th the second assistant engineer 
.ind the Coast Guard boiler inspector 
::o suffer second degree burns while 
~in!ng the main steam stop. A 
.::iystifying element was the fact that 
:Jie boiler had been "dead" for over 
=~ hours, and all drains opened. The 
~nd assistant had washed the fire
~de of the boiler through the soot 
;;lowers. To do this, the boiler was 
.::led with hot water through the third 
_:.age beater using the auxiliary feed 
;iUJlp. By filling the boiler, opening 
..... e main steam stop and filling the 
=ain steam line up to the main bulk
-~d stop, water can be introduced 
..::to the soot blower line through a 
root valve located on the outlet side 
C:: the main steam stop. Upon rota.t
- ... the soot blower heads, the fire
~e of tbe boiler can be washed down. 
~e washing process was completed 

10:00 a. m., the soot blower root 
nlve closed, and the drains at the 

FROM 
bottom of the soot blower line opened, 
to drain the line. 

Between 10: 00 a. m. and noon, the 
boiler was drained, manholes in the 
steam drum opened, and various 
handholes removed from the front 
headers and superheater headers, 
leaving the boiler "wide open" for ex
amination. During this period. the 
third assistant and junior third were 
assigned to assist the second assistant 
in opening boiler mountings for the 
regular 4-year examination. In
cluded was the main steam stop. 
They reported that the drains on the 
main steam line were opened and pre
sumably clear, and the main steam 
line completely drained. The main 
steam stop bolts were slacked off on 
the bonnet and the bonnet was raised 
under the supervision of the second 
assistant, at which time it was appar
ent that no pressure existed at that 
point. 

MAIN STEAM STOP 

The bonnet was raised to a point 
where it was resting on the studs-a 
2-inch opening-and remained open 
during the noon hour. At noon, the 
second assistant began pumping fuel 
o!l from the starboard No. 5 deep tank 
into the port settler in an attempt to 
correct a slight starboard list. At 
1: 00 p. m., when the inspection routine 
was resumed, the Chief Engineer, sec
ond assistant, and boiler inspector 
examined various valves and finally 
came to the main steam stop which 
still had the bonnet resting on the 
studs. This valve was designed with 
an internal guide known as a "high 
hat" which fits over a nonreturn type 
valve disc. The guide and disc are 
two separate pieces, the guide fits 
around the disc and is held in place 
by the bonnet . 

The second assistant lifted the bon
net off. The guide and disc remained 
in place and when he attempted to 
lift the guide out, it was found to be 
stuck. Finally with the aid of a sharp 
tool he was able to lift the guide and 
disc out of the valve. There was no 
water or steam in the valve. The disc, 
guide, and bonnet were laid on the 
grating and the inspector and second 
assistant crouched over to examine 
them . 

Without warning, a. shot of hot 
water estimated at 10 to 15 gallons 
spurted from the open valve. It 
struck the Inspector on the right side 
of the face, arm, and body, and the 
second assistant on the left face, arm, 
and body. They were immediately re
moved and transferred to a hospital 

suffering from extensive second de
gree burns. Examination of the valve 
shortly after the accident disclosed 
that it was again dry. Such water as 
had been expelled was one single 
quantity and there was no further 
drainage or spurting. 

PIPING LAYOUT 

To determine where the hot charge 
had come from, it was necessary to 
study the piping layout. From the 
discharge side of the main steam stop, 
a 450-pound line led upward from the 
soot blower root valve, over the top of 
the boiler and aft, where it was con
nected to both boiler soot blower 
valves. The main steam line itself 
led from the main stop directly out
board, thence taking a rise of approxi
mately 8 feet, returning inboard for 
approximately 12 feet, then dropping 
vertically toward the fioor plates for 
approximately 12 feet and then for
ward to the main engine through the 
bulkhead stops. 

In addition to the root valve for the 
450-pound soot blower line, a modi
fication of the vessel's steam plant 
had involved the installation of a 180-
pound line from a reduciDg valve. It 
was mounted on the after end of the 
desuperheater, to the soot blowe1· sup
ply line. This would supply 180-
pound desuperheated steam to the 
soot blowers. and had apparently been 
installed in the belief that tubes could 
be blown better with saturated steam 
than with superheated steam. With 
this installation, when the supply 
valve was opened, 180-pound pressure 
would also be exerted through the 
original 450-pound line to the outlet 
side of the root valve, which valve 
would have to be closed in order to 
blow tubes with saturated steam. The 
180-pound line was also connected 
with the desuperheater of the opposite 
boiler, which was steaming at the 
time of the casualty. If the root valve 
of the 450-pound soot line was open 
and the newer 180-pound soot blower 
supply valve on the desuperheater of 
the opposite boiler was inadvertently 
opened momentarily, the result would 
be a shot of steam or hot water 
through the 450-pound line which 
could gush from the dismantled main 
steam stop. 

HOT WATE R POCKET 

It was determined that it would be 
possible for a pocket of hot water con
sisting of several gallons to lie in the 
upper leg of the main steam line ex
pansion loop back of the bulkhead 
stop. A listing of the ship, such as 
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would occur during the pumping of 
fuel oil from a starboard to a port 
tank, or during cargo handling, could 
have released the pocket of hot water, 
allowing it to run down and spw·t 
from the dismantled valve. In view 
of the apparent lack of steam with or 
following the hot water, and the dry 
condition of the valve and adjacent 
piping soon after the emission, the 
latter possibility was given mo1·e cre
dence, especially since there was no 
evidence that anyone had opened the 
180-pound soot blower valve on the 
fired boiler, and all witnesses claimed 
that the 450-pound root valve was 
closed. 

It was the consensus of the injured 
men, other witnesses and the investi
gators, that the hot water came from 
the upper section of the main steam 
line, released by a slight heeling of 
the vessel. Exactly how all of the 
factors leading to this accident could 
have been foreseen and the accident 
prevented Is most difficult to state. 
Unde1· similar circumstances, nine 
times out of ten, this unfortunate ac
cident would not have occurred. 

HOSE BU RST 

Another serious Injury happened 
aboard a Mariner-type freighter on 
which cleaning operations to the star
board boiler were in progress. The 
boiler was cut off the line and allowed 
to cool; the port boiler remained on 
the line. The method of mechani
cally cleaning the firesides of the 
boiler was to direct a high velocity 
stream of warm water on the tubes, 
using a section of %-inch rubber hose, 
tested for 250 pounds, fitted with a 
6-foot length of %-inch pipe as a. 
high velocity nozzle. 

The dead boiler was filled to capac
ity with pure feed water and the %
inch hose connected to the 1 %-inch 
dump valve at the low point of the 
common bottom blow overboard dis
charge line, using a reducer. A pres
sure was to be maintained within the 
starboard boiler by controlling the 
feed stop and check valve or by feed
ing through the small <Y:z -inch) com
pound feeder line. Pressure thus ob
tained in previous practice had gen
erally varied from 100 to 200 p, s. I. 
Further control was achieved by 
throttling the 1 Y:z -inch hose <dump> 
valve between the hose and the com
mon bottom blow discharge. This 
method certainly did not contemplate 
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any application of full boiler pressure 
at the hose, and both bottom blow 
valves <stop, and stop check> on the 
steaming boiler were supposed to be 
tightly closed. 

When all was In readiness for the 
wipers to "shoot" the tubes with this 
powerful water- jet action, the small 
compound feeder line was opened to 
apply an estimated 100 pounds pres
sure to the starboard boiler. Then 
the hose valve on the bottom blow 
common discharge was partly opened. 
Almost immediately the rubber hose 
burst near the connection. One man 
who was descending the ladder on the 
starboard side of the fireroom was 
struck by t.he whipping end of the 
hose and knocked down. He received 
first degree burns on one leg and 
first and second degree burns on the 
other leg from steam and hot water 
which sprayed from the hose. Within 
30 seconds of the hose failure, the 
man at the valve was able to shut it 
off. 

600 P. S. I. 

The Chief Engineer hurried to the 
scene as soon as he heard the shouts 
and splashing. He found the two bot
tom blow valves on the steaming port 
boiler partly open, and closed them. 
By then tracing the lines and valves, 
it was determined that full boiler 
pressure, 600 p. s. i., from the steam
ing port boiler existed through the 
bottom blow system from the port 
boiler up to the check valve under 
the starboard, including the common 
disch arge section which contained the 
hose connection (dump valve). Thus 
full boiler pressure was exerted in the 
hose as soon as the hose valve was 
opened, although the check valve in 
the starboard bottom blow line pre
vented port boiler pressure from en
tering the Idle starboard boiler. 

This system of cleaning boilers had 
been used successfully several times 
in the past on this vessel and the men 
involved felt quite confident that it 
was safe. Probably because they had 
·had no trouble in the past, someone 
forgot to check the bottom blow valves 
on the steaming boiler to make sure 
that they were tightly closed. It is 
also possible that someone, thinking 
the water-jet action would be more 
efficient if heated or driven by some 
steam at full boiler pressw·e and tem
perature, intentionally cracked open 
the two port bottom blow valves. The 
full significance of boiler pressure be
ing exerted in the hose probably was 
not considered at that time. Here was 
a case of painful injuries which were 
certainly not anticipated and were 
caused by the routine trouble-free 
manner in which the job had pre
viously been performed. 

From consideration of what hap
pened here, It is obvious that this 
method of obtaining a water Jet for 
fireside cleaning is not entirely safe, 
and should be discontinued. If, nev
ertheless, it is still considered neces
sary to use this method, an alteration 
should be made by installing a hose 
take-off valve between the stop-check 
and stop valves on the bottom blow 
lines from each boiler. With this in
stallation, it would be impossible to 
accidentally get full boiler pressure, 
from the opposite boiler, in the hose. 
In accordance with the Coast Guard's 
marine engineering regulations, nec
essary approval of such an alteration 
must be obtained from the Officer in 
Charge, Ma1ine Inspection, before the 
alteration is undertaken. 

CLOGGED SLOWDOWN LINE 

On another vessel, a junior third 
assistant engineer was severely burned 
while attempting to clear the evapo
rator blowdown line while the vessel 
was at sea. He was making his first 
voyage as a licensed officer, and no 
doubt was pursuing his task with 
more enthusiasm than caution. 

The evaporator had been cut out 
and pressure raised to blow it down. 
The bottom blowdown line was found 
to be clogged, so pressure was relieved 
and the evaporator drained through a 
%-Inch line on the bottom. Next a 
2 Y2 -inch blowdown valve was removed 
ln order to locate the stoppage. It 
was apparent that the line was 
plugged at an elbow about 3 feet from 
the end of the line where the valve 
had been removed. The junior third 
was instructed to try to clear the line. 
Undertaking the job alone, he ran 
some hot water from the preheater 
into the evaporator, an amount. insuf
ficient to show in the gauge glass. 
Standing in a narrow and confined 
working space, he worked up through 
the line with a plumber's snake. Sud
denly, the snake broke through the 
scale and rust and the hot water which 
had been run in gushed through the 
cleared line, splashing all over him. 
He was completely soaked and suf
fered fast, second, and third degree 
burns on a large part of his body. It 
was necessary to divert the vessel so 
he could be hospitalized as soon as 
possible. 

While pressure behind the hot water 
gushing from this line was only equiv
alent to about a 3-foot head, it was 
sufiicient to douse the unfortunate 
man. If this man gave any consider
ation to the matter, he probably con
sidered his endeavors with the plumb
er's snake quite safe, since there was 
little or no pressw·e in the line; and. 
in his mind, there was probably too 
small an amount of hot water to do 
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any harm if it did run freely. He1·c 
1l"lLS another case where reasonable 
CL'"e Cat least in the opinion of the in
experienced junior third) was exer
csed, but painful results nevertheless 
occurred. 

ANOTHER CLOGGED LINE 

On another vessel where an evapo
rator blowdown line was found to be 
c!ogged, two men were badly burned. 
in the process of clearing it. On this 
occasion the activating instrument 
~ a hammer, rather than a plumb
er·s snake. 

While the vessel was at sea, the 
:bird assistant received instructions 
~rom the first assistant to clear the 
blowdown line, which had been found 
to be clogged on a previous watch. 
The evaporator had been secured 5 
hours previously and was cooled down 
sufficiently to work on it with safety. 
Assisted by a wiper, the third assistant 
admitted sLeam to the evaporntor 
built up a shell pressure of about 10 
p. s. i., opened the blowdown valve and 
s;.m valve, and thereupon, hammered 
the blowdown line in an attempt to 
clear the line. This attempt was un
successful and the steam supply was 
closed off. 

The two men then removed the 
blowdown valve from the line. The 
valve was located near the shell plat
ing, directly below the upper level 
grating. Access to the valve was 
gained by climbing up on the port side 
of the lower engineroom. The two 
men were crouched just below the 
piping from which t he valve had been 
removed. I t was one how· after the 
steam supply had been closed. 

The third assistant again attempted 
to clear the line by hammering on the 
pipe. The clogged point suddenly 
broke clear, resulting in a discharge 
of hot water and steam which en
veloped boLh men, causing serious 
burns to the wiper and minor injuries 
to the third assistant. Again it was 
necessary to divert the ship in order 
to hospitalize the wiper at the nearest 
port. · 

In this casualty, disciplinary action 
was taken against the third assistant 
for negligence in that he failed to take 
necessary safety precautions to pro
tect himself and the wiper from the 
;>ossibility of injuries. Assuming the 
third assistant had considered the 
possibility of a sudden rush of steam 
and hot water and had decided there 

as no danger. it is evident that he 
-x-as wrong. Furthermore, it is also 
clear that both men were in an ex
posed position from which they could 
not escape in time if the hot water did 
gush forth. In this case of twice
:nistaken judgment, two men paid 
;ienalties for the errors, one in suffer-
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ing and pain, one in suspension of his 
license. 

RELIEF VALVE LETS GO 

On a freighter anchored in a for
eign port, the second assistant, on 
watch in the engineroom, was cutting 
in the second half of the air ejector 
to increase the vacuum on the ship's 
generator. As he leaned over the re
lief valve to open the supply valve to 
the ejector, the relief valve suddenly 
let go, releasing boiling water which 
sprayed over his left arm and the right 
side of this face, causing second degree 
burns. 

Here was a case of an experienced 
man suffering painful injuries due to 
his failure to foresee a possibility 
which would not normally be expected 
but which could happen. Even 
though he had cut in the steam sup
PlY to the air ejector 100 times without 
the relief valve "popping,'' he should 
never have placed his body in line with 
the relief valve's avenue of discharge, 
for the lOlst time might be just the 
time when the valve would open, emit
ting scalding steam and water. 

ANOTHER BURNED ENGINEER 

Another second assistant was 
burned while working in the fireroom 
of a freighter docked in a West Coast 
port when he was struck by a "shot" 
of hot water. He was working on a 
check valve in the feed line over the 
starboard boUer. Without warning 
several gallons of scalding water 
spurted out and doused him, inflicting 
second degree burns on his chest, 
arms, and legs. All steam pressure 
was off this line and the reason for the 
surge of hot water could not be ascer
tained at the time. It is likely that a 
pocket of water was released by some 
movement of the vessel similar to the 
first case described above, and this 
pocket ran to the check valve with 
sufficient force to spray out and over 
the man. 

Again, exceptional foresightedness 
would have been required to anticipate 
this accident and it is most difficult to 
expect such foresightedness in the 
daily routine of engineers. Any good 
professional marine engineer devot
ing his skill and efforts to the job in 
hand will usually have his mind fully 
occupied by the technicalities of what 
he is doing. But, if this man is to 
avoid injuries to himself and others, 
he will have to develop the ability to 
foresee eventualities, to have these 
possibilities constantly in the back of 
his mind, and to shape his planning 
and actions always to avoid the conse
quences. The development of such a 
"sixth sense" is an absolute requisite 
of safe work and safe workmen. 

HOT WORK 

By L ieutenant G. J. Perron, USCG 

It would appear to be an under
statement to say, "You cannot be 
overcautious when 'hot work' is to be 
done on a ship." 

In this particular case, the attempt 
to prevent an accident could in itself 
have caused one- and did result in 
some damage to the ship. 

A C-3 type freighter was in drydock 
for annual inspection and repairs. 
There was to be some burning on the 
hull and all precautions were to be 
taken. Accordingly, the shipyard 
supervisor ordered the No. 1 double
bottom tank made gas-free by satu
rating it with carbon dioxide. 

Shipyard workers dutifully entered 
No. 1 hold and commenced the prep
aration. What was assumed to be the 
double-bottom manhole cover was 
drilled through, in place, and a hose 
connection made for the co •. 

When all was ready the yard chem
ist was called to observe the opera
tion and determine when the tank was 
gas-free. He checked the connec
tions, placed a watch at No. 1 double
bottom tank vents, and then intro
duced the co. into the tank-without 
results. Another charge was re
leased-still no results! 

Suddenly, a loud noise could be 
heard which sounded like a large ob
ject had been dropped. A moment 
later the supervisor appeared on deck, 
leaned over the hatch coaming, and 
shouted down, "What's going on? 
The fathometer just fell out of the 
bottom!" The depth finder and a sec
tion of the shell plating were resting 
on the deck of the drydock. 

Immediate !nvestigat,ion disclosed 
that the wrong manhole cover had 
been dr11led. I t was not the double
bottom manhole. This would never 
have happened if the cover had been 
removed before drilling- the' proper 
safety practice. The drilling alone, 
with the manhole cover in place, 
could have caused an explosion, if 
there had been an explosive percent
age of gas fumes in the tank. After 
all, the purpose of the connection was 
to gas-free the tank. 

The results could have been even 
more disastrous had the vessel been 
in the water. She could have flooded 
through the depth finder compart
ment; or, the venting of Lhe explosion 
could have been inward inside the 
hold, thereby injuring the workers in 
the vicinity. 

Let us be careful, the next life you 
take may be your own. 
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MARINE SAFETY 
(Continued fro11L page 116) 

Sa/ety progra11t 

A final suggesLlon that occms to 
me would involve a local adoption of 
an experiment recently tried out in 
the Gulf area. This experiment con
sisted of the establishment of an in
dustry-wide safety program which 
has In mind the reviewing of operat
ing instructions, knowledge of the 
Rules of the Road and other problems 
involving safe navigation. There is 
an excellent report on this matter 
in the February 1956 issue of the 
Marine News in an article written by 
Mr. W. McFadden Duffy entitled 
"Safety Programs Paying Oft'." 

The problem in the Gulf is not so 
much a. big ship problem as one which 
involves tows and barges and small 
propelled craft. I suppose it could 
well be argued that their problem was 
one of their own making in that many 
of the companies did not requil·e the 
possession of a license on the part 
of their officer personnel, and hence, 
in many instances, those in charge of 
the navigation had never been re
quired to give any evidence whatso
ever of their knowledge of safe navi
gating practice. At the same time, 
there is a similarity in our problems; 
New Orleans has a long stretch of 
river from the port to the sea and is 
beset with similar weather problems. 
If an lndust,ry group were to adopt 
those aspects of the Gulf tra.ining 
program, which lend themselves to 
use in the Philadelphia a.rea, perhaps 
some benefits could be derived. 

I want to thank all of you for your 
splendid cooperation in making our 
enforcement job as efficient as it is 
and I want to assure you that we will 
continue to strive to assist you in 
every way in achieving safer and 
safer opera.Lion. 

MARINE SAFETY LEGISLATION 
(Con tintie<l from V<tfJO 118) 

If running under sail alone, turn oft' 
the 20-point white light and show the 
sidelights <or combined lantern> and 
the 12-point white stern light. Per
tinent details for vessels exercising 
this option are to be found in Rules 2 
<a>, 7 <a>, 7 (b), and 10 (a) of the 
INTERNATIONAL RULES. 

It should be noted that those ves
sels exercising Option l will st!ll be 
required to change lights and con
form to the INTERNATIONAL RULES 
when to seaward of inland waters. 
Those exercising Option 2 need not 
change the lights since they will du
plicate the lights required on the high 
seas by the INTERNATIONAL RULES. 
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BEST SELLER OF THE SEA 

In recent years, Lhe U. S. Navy 
Hydrographic Office has revised many 
of its publications. A forthcoming 
revision promises to be the most note
worthy of all. This will be the revised 
edition of Bowditclzr-American Prac
tical Navigator. 

Bowditch, the "seaman's bible" has 
been the "best seller of the sea" since 
it was first published in 1802. That 
was the year Nathaniel Bowditch 
U 773- 1838), a young mathematical 
wizard from Massachusetts, com
pleted his fifth sea voyage on a Salem 
merchantman. During those five 
voyages, Bowditch filled notebooks 
with navigational data and by the end 
of the last voyage had completed a 
simplified handbook of practical navi
gation in which he corrected some 
8,000 errors he had found in current 
navigational texts. 

In 1868 the U. S. Navy Hydro
graphic Office obtained the publishing 
rights and since then has issued it as 
H. O. 9. There have been seventy 
editions since 1802 with many revi
sions, but the forthcoming revision 
will be the most extensive of all. 

The science of navigation has 
grown in breadth and depth during 
recent decades-particularly in the 
number and complexity of electronic 
devices confronting the modern navi
gator. Accordingly, the text has been 
completely rewritten, new illustra
tions have been provided, and many 
of the tables have been recomputed or 
at least rearranged. 

Despite these changes, it is a tribute 
to the understanding and foresight of 
Nathaniel Bowditch t hat his original 
conception of this book has so well 
stood the test of practical use that the 
title page from the first edition could 
almost be used to describe the 70th 
edition. 

The new edition \vill contain eight 
parts, 44 chapters. 30 appendices, 37 
tables, approximately 500 diagrams, 
figures, or illustrations, some in color, 
and over 1,300 pages. The page size 
wm be the same as in the present 
edition. It will be bound in blue fab
ricoid similar to the H. 0. 214 volumes. 

TEXT 

Part !- "Fundamentals," contains 
the first five chapters-the first being 
a "History of Navigation." 

Part II-"Piloting and Dead Reck
oning," comprises four chapters. 

Part ID- "Electronic Navigation," 
covers a field new for Bowditch. One 
chapter each is devoted to "Radio 
Waves," "Electronics and Navigation," 

"Direction and Distance by Electron
ics," and "Hyperbolic Systems." 
Loran, shoran, console, and Decca are 
described; and radar, particularly the 
interpretation of scope information, is 
given extensive treatment. 

Part IV- "Celestial Navigation," is 
covered in nine chapters. Chapter 21 
of this Part contains a comparison of 
more than fifty tabular methods for 
the solution of the navigation triangle. 
in addition to a description of many 
graphical and mechanical methods. 

Part V- "The Practice of Naviga
tion," contains seven chapters: "The 
Practice of Marine Navigation," 
"Submarine Navigation," "Polar Nav
igation," ''Lifeboat Navigation," 
"Land Navigation," "Air Navigation," 
and "Navigational EITors." The chap
te1· on navigational errors is new for 
Bowditch. It discusses the major 
weak spot in navigation-the inter
pretation of a group of lines of posi
tion. The various sources of errors 
are considered and methods for es
tablishing the most probable position 
of a ship are well illustrated. 

Part VI- "Oceanography," is cov
ered in seven chapters and contains 
much new information. 

Part VII-"Weather," is covered in 
three chapters. 

Part VIII-"Hydrog-raphic Survey
ing" is covered in five chapters. 

APPENDICES 

There are 30 appendices. 10 of which 
are extracts from various publications 
referred to in the text. The remain
ing 20 provide reference mate1ial for 
the reader. 

TABLES 

Each table in the new edition has 
been carefully scrutinized for utility, 
accuracy and arrangement. The tra
verse table and the haversine table 
have been rearranged to supply the 
same numerical values in a condensed 
form. Secant and cosecant values 
have been added to the table of nat
ural functions. The limits of the radio 
bearing conversion table have been 
extended to 85° of latitude, and to 
120° of difference of longitude. All 
tables Involving the nautical mile 
were recomputed for the length of the 
international nautical mile, 1,852 
meters, adopted in 1954. 

The foregoing indicates only a few 
of the noteworthy aspects of the new 
Bowditch. A notice w!ll be can·ied in 
the Proceedings when the revised edi
tion is available. It is expected to be 
available the latter part of 1956. 
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AMENDMENTS TO 
REGULATIONS 

TITLE 33-NAVIGATION AND 
NAVIGABLE WATERS 

Chapter 1-Coast Guard, Depart
ment of the Treasury 

Subchaplcr K-Security of Vessels 

[CGFR 56-la) 

PART 121-SPECIAL VALIDATION EN
DORSEMENT FOR EMERGENCY SERVICE 
FOR MERCHANT MARINE PERSONNEL 

Correction 

In F. R. Doc. 56-3329, appearing at 
page 2814 of the issue for Tuesday, 
May 1, 1956, the filing date at the end 
of the document should read "Apr. 30, 
1956". 

Subchapter L-Security of Water
front Facilities 

[CGFR 56-15) 

PART 125-IDENTIFICATION CREDEN
TIALS FOR PERSONS REQUIRING AC
CESS TO WATERFRONT FACILITIES OR 
VESSELS 

By virtue of the authority vested in 
me as Commandant, United States 
Coast Guard. by Executive Order 
10173, as amended, Part 125 is 
amended to read as follows: 

Sec. 
125.01 Commandant. 
125.03 District Commander. 
!25.05 Captain or the Port. 
125.07 Waterrront facility. 
:25.09 Identification credentials. 
.:25.11 Form o! Const Guard Port Secur

ity Card. 
:2.5.13 Captain of the Port Identlftcatlon 

Cards. 
125.15 Access to waterfront facilities, 

and port and harbor areas, In
cluding vessels and harbor craft 
therein. 

:25.17 Persons eligible for Coast Guo.rd 
Port Security cards. 

:~S.19 Standards. 
_::.5.21 Appllcatlone. 
-:5.23 United States citizens. 
• .:.5.25 Allens. 
:~.27 Sponsorship or applicant. 
~.29 Insu.tllclent Information. 
:.25.31 Approval of applicant by Com

mandant. 
:.:s.aa Holders of Coast Guard Port Se

curlty Cnrd. 
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Sec. 
125.35 Notice by Commandant. 
125.37 Hearing Boards. 
125.39 Notice by Hearing Board. 
125.43 Hearing procedure. 
125.45 Action by Commandant. 
125.47 Appeals. 
125.49 Action by Commandant after 

appeal. 
125.51 Replacement of lost Coaat Guard 

Por~ Security Card. 
125.53 Requirements for credentials; 

certain vessels operating on 
navlgnble waters of the United 
States (Including the Great 
Lakes and Western Rivers). 

125.55 Outstandlng Coast Guard Port Se
curity Cards and Applications. 

125.67 Appllcatlons previously denied. 

AUTHORITY: §§ 125.01 to 125.67 Issued 
under 40 Stat. 220, as amended: 50 U. S. c . 
191; E. O. 1017S, 16 F. R. 7005, 3 OF.R, 1950 

·Supp.. as amended by E . O. 10277, 16 
F. R. 7537, 3 Cl"R, 1951 Supp., E . O. 10352, 
17 F. R. 4607, S CFR, 1952 Supp. Inter
pret or apply: R. S. 4517, as amended, 
4518, as amended, sec. 19, 23 Stat. 58, as 
amended., sec. 2. 23 Stat. 118, as amended, 
sec. 7, 49 Stat. 1936, as amended: 46 U.S. C. 
570, 671, 672, 2, 689. 

§ 125.01 Commandant. The term 
"Commandant" means Commandant 
of the Coast Guard. 

§ 125.03 District Commander. The 
term "District Commander" means 
the officer of the Coast Guard desig
nated by the Commandant to com
mand a Coast Guard District. 

§ 125.05 Captain of the Port. The 
term "Captain of the Port" means the 
officer of the Coast Guard, under the 
command of a District Commander, 
so designated by the Commandant for 
the purpose of giving immediate di
rection to Coast Guard law enforce
ment activities within the general 
proximity of the port in which he is 
situated. 

§ 125.07 Waterfront facility. The 
term "waterfront facility," as used in 
this subchapter, means all piers, 
wharves, docks, and similar structures 
to which vessels may be secured, 
buildings on such structures or con
tiguous to them, and equipment and 
materials on such structures or in 
such buildings. 

§ 125.09 Identification credentials. 
The term "Identification credentials," 
as used in this subchapter, means any 
of the following: 

(a) Coast Guard Port Security 
Card <Form CG 2514). 

(b) Merchant Mariner's Document 
bearing special validation endorse
ment for emergency service. 

(c) Armed Forces Identification 
Card. 

(d) Identification credentials is
sued by Federal law enforcement and 
intelligence agencies to their. officers 
and employees <e. g., Depa1·tment of 
the Treasury, Department of Justice, 
Federal Communications Commis
sion). 

<e) Identification credentials issued 
to public safety ollicials <e. g., police, 
firemen) when acting within the 
scope of their employment. 

(f) Such other identification as 
may be approved by the Commandant 
from time to time. 

§ 125.11 Form of Coast Guard Port 
Security Card. The Coast Guard Port 
Security Card Issued by the Coast 
Guard under the provisions of this 
subchapter shall be a laminated card 
be.a.ring photogi:aph, signature, finger
print, and personal description of the 
holder, and other pertinent data. 

§ 125.13 Captain of the Port Iden
tifi.Cation Cards. Captain of the Port 
Identification Cards issued under the 
form designation "Form CG 2514" 
prior to the revision of August 1950 
were declared invalid by a. notice 
published in the FEDERAL REGISTER on 
September 11, 1946 <11 F. R. 10103), 
which d e c 1 a r a t i o n is hereby 
reaffirmed. 

§ 125.15 Access to waterfront facil
ities, and port and harbor areas, in
cluding vessels and harbor craft 
therein. (a) The Commandant will, 
from time to time, direct Captains of 
the Port of certain ports to prevent 
access of persons who do not possess 
one or more of the identification cre
dentials listed In § 125.09 to those 
waterfront facilities, and port and 
harbor areas, including vessels and 
harbor craft therein, where the fol
lowing shipping activities are con
ducted: 

(1) Those vital to the Military De
fense .Assistance Program. 

(2) Those pertaining to the support 
of U. S. military operations. 

(3) Those pertaining to loading 
and unloading explosives and other 
dangerous cargo. 

(b) No person who does not possess 
one of the identification credentials 
aforesaid shall enter or remain in 
such facilities, or port or harbor areas, 
including vessels and harbo1· craft 
therein. 

(c) The Captain of the port shall 
give local public notice of the restric
tion of access to waterfront facilities, 
and port and harbor areas, including 
vessels and harbor craft therein, as 
far in advance as practicable, and 
sha.11 cause such facilities and areas 
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to be suitably marked as to such 
1·estriction. 

§ 125.17 Persons eligible for Coast 
Guard Port Security Cards. Only the 
following persons may be issued Coast 
Guard Port Security Cards: 

Ca) Persons regularly employed on 
vessels or on waterfront facilities. 

Cb) Persons having regula1· public 
or private business connected with 
the operation, maintenance, or ad
ministration of vessels, thei.r cargoes, 
or waterfront fac!l!tles. 

§ 125.19 Standards. Information 
concerning an applicant for a Coast 
Guard Port Security Card, or a holder 
of such card, which may preclude a 
determination that his characler and 
ha.bits of life are such llS to warrant 
the belief lhat his presence on water
front facilities, and port and harbor 
areas, including vessels and harbor 
craft therein, would not be inimical to 
the security of the United States, 
shall relate to the following: 

Ca) Advocacy of the overthrow or 
alteration of the GovernmenL of the 
United Slates by unconstitutional 
means. 

Cb) Commission -of, or attempts or 
preparations to commit, an act of 
espionage, sabotage, sedition or 
treason, or conspiring with, or aiding 
or abetting another to commit such 
an act. 

(C) Performing, or attempting to 
perform, duties or otherwise acting so 
as to serve the interests of another 
government to the detriment of the 
United States. 

(d) Deliberate unauthorized disclo
sure of classified defense information. 

Ce) Membership In, or affiliation or 
sympathetic association with, any 
foreign or domestic organization, as
sociation, movement, group, or com
binaLion of persons designated by t he 
Attorney General pursuant to Exec
utive Order 10450, as amended. 

(f) Having been adjudged insane, 
having been legally committed to an 
insane asylum, or treated for serious 
mental or neurological disorder, with
out evidence of cure. 

(g) Having been convicted of any 
of the following offenses, indicative of 
a criminal tendency potentially dan
gerous to the security of such water
front facilities and port and harbor 
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areas, including vessels and harbor 
craft therein: arson, unlawful traf
ficking in drugs, espionage, sabotage, 
or treason. 

<h> Drunkenness on the job or ad
diction to the use of narcotic drugs, 
without adequate evidence of re
habilitation. 

m Illegal presence in the United 
States, its territories or possessions; 
having been found finally subject to 
deportation order by the United 
States Immigration and Naturallza
tion Service. 

§ 125.21 Applications. (a) Appli
cation$ for a Coast Guard Port Se
curiLy Card shall be made under oath 
upon a form prescribed by the Com
mandant. 

(b) In addition to the information 
required by the form prescl"ibed by 
the Commandant, the form shall re
quire applicant's complete identifica
tion, citizenship record, personal 
description, military record, if any, 
and a slatement of the applicant's 
sponsor certifying the applicant's em
ployment or union membership and 
that applicant's statements are true 
and correct to the best of sponsor's 
knowledge. 

<c> . The application shall be ac
companied by two unmounted, dull 
finish photographs, 1 inch x 1%1 
inches, of passport type, taken within 
one year of lhe date of application. 
The photograph shall show the full 
face with the head uncovered and 
shall be a clear and satisfaclory like
ness of the applicant. It shall por
tray the largest image of Lhe head 
and upper shoulders possible within 
the dimensions specified. 

Cd) Fingerprint records on each 
applicant shall be taken by the Coast 
Guard at the time application is sub
mitted. 

<e> The applicant shall present 
satisfactory proof of his citizenship. 

(f) The applicanL shall indicate the 
address to which his Coast Guard 
Port Security Card can be delivered 
to him by mail. Under special cir
cumstances the applicant may ar
range to call in person for the Coast 
Guard Port Security Card. 

Cg) The applicant shall present his 
application, In person, to a Coast 
Guard Port Security Unit designated 
to receive such applications. Such 
units will be located in or near each 
port where Coast Guard Port Secu
rity Cards are required. Each Cap
tain of the Port shall forward 
promptly to the Commandant each 
application for a Coast Guard Port 
Security Card received by him. 

§ 125.23 United States citi2ens. 
Acceptable evidence of United States 
citizenship is described in this section 

in the order of its desirability; how
ever, the Coast Guard will reject any 
evidence not believed to be authentic; 

Ca> Birth certlflcale or certified 
copy thereof. 

Cb) Certificate of naturalization. 
This shall be presented by all persons 
claiming citizenship through natural
ization. · 

(c) Baptismal certificate or parish 
record recorded within one year after 
birth. 

(d) Statement of a practicing 
physician certifying that he attended 
the birth and that he has a record in 
his possession showing the date and 
place of birth. 

Ce> United States passport. 
<fr A commission in one of the 

armed forces of the United States, 
either regular or reserve; or satis
factory documentary evidence of hav
ing been commissioned in one of the 
armed forces subsequent to January 
1, 1936, provided such commission or 
evidence shows the holder to be a 
citizen. 

(g) A continuous discharge book, 
or Merchant Mariner's Document is
sued by the Coast Guard which shows 
the holder to be a citizen of the United 
States. 

Ch> If an applicant claiming to be a 
citizen of the United Slates submits a 
delayed certificate of birth issued un
der a State's seal, it may be accepted 
as prima facie evidence of citizenship 
if no one of the requirements in para
graphs Ca ) to (g) of this section can 
be met by the applicant and in the 
absence of any collateral facts indi
cating fraud in its procurement. 

(l) If no one of the requirements in 
paragraphs Ca> to <h> of this section 
can be met by the applicant, he should 
make a statement to that effect, and 
in an attempt to establish citizenship, 
he may submit for consideration data 
of the following character: 

(1 > Report of the Census Bureau 
showing the earliest record of age 
or birth available. Request for such 
information should be addressed to 
the Director of the census. Washing
ton 25, D. c. In making such request, 
definite informaLion must be fur
nished the Census Bureau as to the 
place of residence when the first 
census was taken after the bir(,h of 
the applicant, giving the name of the 
street and the number of the house, 
or other idenLification of place where 
living, etc.; also names of parents or 
the names of other persons with whom 
residing on the date specified. 

(2) School records, immigration 
records, or insurance policies (the lat
ter must be at least 10 years old). 

§ 125.25 Aliens. Alien registration 
records together with other papers 
and documents which indicate the 
country of which the applicant is a 
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citizen shall be accepted as evidence 
of citizenship in a foreign nation. 

§ 125.27 Sponsorship of applicant . 
Applications for a Coast Guard Port 
Security Card shall not be accepted 
unless sponsored. The applicant shall 
be sponsored by an authorized of
ficial of applicant's employer or by 
an authorized official of applicant's 
labor union. Each company and each 
labor union concerned shall file with 
the appropriate Captain of the Port a 
list of officials of the company or 
union who are authorized to sponsor 
applicants. Other sponsorship may 
be accepted where the circumstances 
warrant. 

§ 125.29 Insufficient information 
(a) If an application received by the 
Commandant does not contain replies 
sufficiently complete In his judgment 
for a determination whether the char
acter and habits of life of the appli
cant are such as to warrant the belief 
that his presence on waterfront facil
ities, and port and harbor areas, in
cluding vessels and harbor craft 
therein, would not be inimical to the 
security of the United States, the 
Commandant, ·in an effort to avoid 
additional proceedings through cred
ible explanation or to confine fui:ther 
inquiry to matters tending to prove 
or disprove unfavorable information, 
shall notify the applicant to submit 
under oath in writing or orally such 
further information as may be re
quired for such determination. 

(b) Upon receipt of a complete ap
plication and such further informa
tion as the Commandant may have 
required in those cases where the ap
plication as first submitted, was not 
deemed sufficient, a committee com
posed of a representative of the Legal 
Division, of the Merchant Vessel Per
sonnel Division, and of the Intelligence 
Division, Coast Guard Headquarters, 
shall prepare an analysis of the in
formati9n available to the Comman
dant and make recommendations for 
action by the Commandant. 

§ 125.31 Approval of applicant by 
Commandant. (a) If the Comman
dant is satisfied that the character 
and habits of life of the applicant are 
not such as to warrant the belief 
that his presence on waterfront facil
ities, and port and harbor areas, in
cluding vessels and harbor craft 
therein, would be inimical to the se
curity of the ·United States, he will 
direct that a Coast Guard Port Secur
ity Card be issued to the applicant. 

(b) If the Commandant is not sat
!sfied that the character and habits 
of life of the applicant are such as 
to warrant the belief that his pres
ence on waterfront facilities, a.nd port 
and harbor areas, including vessels 
and harbor craft therein, would not 
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be inimical to the security of the 
United States, he will notify the ap
plicant in writing as provided for in 
§ 125.35. 

§ 125.33 Holders of Coast Guard 
Port Security Card. (a) Whenever 
the Commandant is not satisfied that 
the character and habits of life of a 
holder of a Coast Guard Port Security 
Card are such as to warrant the belief· 
that his presence on waterfront facil
ities, and port and harbor areas, in
cluding vessels and harbor craft. 
therein, would n6t be inimical to the 
security of the United States, he will 
request from the holder under the 
procedures provided for in § 125.29 
(a), replies under oath to such ques
tions as he deems necessary to reach 
a determination on this issue. 

(b) If the holder does not submit 
complete replies within 30 days after 
receipt of the request, the Comman
dant shall revoke and require the sur
render of his Coast Guard Port 
Security Card. 

Cc) Upon receipt of complete re
plies and such other information as 
the Commandant may have required, 
the procedure prescribed in § 125.29 
(b) shall be followed. 

(d) If the Commandant is satisfied 
that the character and habits of life 
of the holder are such as to warrant 
the belief that his presence on water
front facilities, and port and harbor 
areas, including vessels and harbor 
craft therein, would not be inimical 
to the security of the United States, 
he shall notify the holder accordingly. 

(e) If the Commandant is not 
satisfied that the character and 
habits of life of the holder are such as 
to warrant the belief that his presence 
on waterfront facilities, and port and 
harbor areas, including vessels and 
harbor craft therein, would not be 
inimical to the security of the United 
States, he shall notify the holder in 
writing as provided for in § 125.35. 

§ 125.35 Notice by Commanda;,,t. 
(a) The notice provided for in 
§§ 125.31 and 125.33 shall contain a 
statement of the reasons why the 
Comma.ndant is not satisfied that the 
character and habits of life of the 
applicant or holder are such as to 

· warrant the belief that his presence 
on waterfront facilities, and port and 
harbor areas, including vessels a.nd 
harbor craft therein, would not be 
inimical to the security of the United 
States. Such notice shall be as spe
cific and detailed as the interests of 
~ational security shall permit and 
shall include pertinent information 
such as names, dates; and places in 
such detail as to permit reasonable 
answer. 

(b) The applicant or holder shall 
have 20 days from the date of receipt 

of the notice of reasons to file written 
answer thereto. Such answer may 
include statements or affidavits by 
third parties or such other documents 
or evidence as the applicant or holder 
deems pertinent to the matters in 
question. 

(c) Upon receipt of such answer -
the procedure prescribed in § 125.29· 
(b) shall be followed. 

(d) If the Commandant is satis
fied that the character and habits of 
life of the applicant or holder are 
such as to warrant the belief that his 
presence on waterfront facilities, and 
port and harbor areas, including ves
sels and harbor craft therein, would 
not be inimical to the security of the 
United States, he shall, in the case of 
an applicant, direct that a Coast 
Guard Port Security Card be issued 
to the applicant, or, in the case of a 
holder, notify him accordingly. 

(e) If the Commandant is not 
satisfied that the applicant's or 
holder's character and habits of life 
are such as to warrant the belief that 
his presence on waterfront facilities. 
and port and harbor areas, including 
vessels and harbor craft therein, 
would not be inimical to the security 
of the United States, the Comman
dant shall refer the matter to a Hear
ing Board for hearing and recom
mendation in accordance with the 
provisions of this part. • 

§ 125.37 Hearing Boards. The 
Commandant may establish a Hear
ing Board in each Coast Guard Dis
trict. The Commandant shall desig
nate for each Hearing Board a. 
Chairman, who sha.11 be, so far as 
practicable, an officer- of the Coast. 
Guard. The Commandant shall des
ignate, so far as practicable, a second 
member from a panel of persons rep
resenting labor named by the Secre
tary of Labor, and a · third member 
from a panel of persons representing 
management named by the Secretary 
of Labor. 

§ 125.39 Notice by Hearing Board. 
Whenever the Commandant refers a. 
matter to a Hearing Board, the Chair
man shall: 

(a) Fix the time and place of the 
hearing; 

(b) Inform the applicant or holder 
of the names of the members of the 
Hearing Board, their occupations, and 
the businesses or organizations with. 
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which they are affiliated, of his priv
ilege of challenge, and of the time and 
place of the hearing; 

(c) In!onn the applicant or holde1· 
of his privilege tQ appear before the 
Hearing Boa.rd in person or by coun
sel or representative of his choice, 
and to present testimonial and docu
mentary evidence in his behalf, and 
to cross-examine any witnesses ap
pearing before the Board; and 

<d) Inform the applicant or holder 
that if within 10 days after receipt of 
the notice he does not request an op
portunity to appear before the Hear
ing Board, either in person or by 
counsel or representative, the Hearing 
Board will proceed without further 
notice to him. 

§ 125.41 Challenges. Within five 
days aft.er receipt of the notice de
scribed in § 125.39 the applicant or 
holder may request disqualification of 
any member of the Hearing Board on 
the grounds of personal bias or other 
cause. The request shall be accom
panied by an a.fildavit setting forth 
in detail the facts alleged to constitute 
grounds for disqualification. The 
affidavit may be supplemented by an 
oral presentation if desired. If after 
due consideration the Chairman be
lieves a challenged member is quali
fied notwithstanding the challenge, 
he shall notify the person who made 
the challenge and arrange to proceed 
with the bearing, If the person who 
made the challenge takes exception to 
the ruling of the Chairman, the ex
ception and data relating to the claim 
of disqualification shall be made a 
matter of record. If the Chairman 
finds that there is reasonable ground 
for disqualification he shall furnish 
the person who made the challenge 
with the name of an alternate in lieu 
of the challenged member and ar
range to proceed with the hearing. 
In the event the Chairman is chal
lenged, he shall forthwith notify the 
Commandant, furnishing the grounds 
for the claim of disqualification, and 
the Commandant shall act upon the 
challenge in accordance with the fore
going procedure. In addition to the 
right to challenge for cause, a person 
who has requested a hearing shall 
have two peremptory challenges. one 
challenge for the management mem
ber and one challenge for the labor 
member of the Hearing Board. 
Should the management member be 
so challenged, the person who made 
the challenge may elect to have the 
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management member replaced by 
another management member or by 
a member not representing either 
management or labor; If the member 
peremptorily challenged represents 
labor, the person who made the chal
lenge may elect to have the labor 
member replaced by another labor 
member or by a member not repre
senting either management or labor. 

§ 125.43 Hearing procedure. (a) 
Hearings shall be conducted in an or
derly manner and in a serious, busi
ness-like atmosphere of dignity and 
decorum and shall be expedited as 
much as possible. 

(b) The hearing shall be in open 
or closed session at the option of the 
applicant or holder. 

<c> Testimony before the Hearing 
Board shall be given under oath or 
affirmation. 

(d) The Chairman of the Hearing 
Board shall inform the applicant or 
holder of his right to: 

(1) Participate in the hearing; 
(2) Be represented by counsel of 

bis choice; 
(3) Present witnesses and offer 

other evidence in his own behalf and 
in refutation of the reasons set forth 
in the Notice of the Commandant; 
and 

(4) Cross-examine any witnesses 
oITered in support of such reasons. 

(e ) Hearings shall be opened by the 
reading of the Notice of the Com
mandant and the answer thereto. 
Any statement and affidavits f\led by 
the applicant or holder may be in
corporated In the record by reference. 

(f) The Hearing Board may, in its 
discretion, invite any person to ap
pear at the hearing and testify. How
ever, the Board shall not be bound by 
the testimony of such witness by 
reason of having called him a.nd shall 
have full right to cross-examine the 
witness. Every effort shall be made 
to produce material witnesses to tes
tify in support of the reasons set forth 
in the Notice of the Commandant, in 
order that such witnesses ma.y be con
fronted and cross-examined by the 
applicant or holder. 

(g) The applicant or bolder may 
introduce such evidence as may be 
relevant and pertinent. Rules of 
evidence shall not be binding on the 
Hearing Board, but reasonable re
strictions may be imposed as to the 
relevancy, competency and material
ity of matters considered. If the ap
plicant or holder is, or may be, 
handicapped b:v the non-disclosure to 
him of confidential sources, or by the 
failure of witnesses to appear, the 
Hearing Board shall take the fact 
into consideration. 

(h) The applicant or holder or his 
counsel or representative shall have 

the right to control the sequence 'of 
witnesses called by him. 

m The Hearing Board shall give 
due consideration to documentary 
evidence developed by investigation, 
including membership cards, petitions 
bearing the applicant's or holder's 
signature, books, treatises or articles 
written by the applicant or holder and 
testimony by the applicant or holder 
before duly constituted authority. 

(j) Complete verbatim steno
graphic transcription shall be made of 
the hearing by qualified reporters and 
the transcript shall constitute a per
manent part of the record. Upon 
request, the applicant or holder 01· his 
counsel or representative shall be fur
nished, without cost, a copy of the 
transcript of the bearing. 

<kl The Board shall reach its con
clusion and base its determination on 
Information presented at the hearing, 
together with such other information 
as may have been developed through 
Investigation and inquiries or made 
available by the applicant or holder. 

(1) If the applicant or holder fails, 
without good cause shown to the 
satisfaction of the chairman, to ap
pear personally or to be represented 
before the Hearing Board, the Board 
shall proceed with consideration of 
the matter. 

<m) The recommendation of the 
Hearing Board shall be in writing and 
shall be signed by all members of the 
Board. The Board shall fo1·ward to 
the Commandant, with its recom
mendation, a memorandum of reasons 
in support thereof. Should any mem
ber be in disagreement with the 
majority a dissent should be noted 
setting forth the reasons therefor. 
The recommendation of the Board, 
together with the complete record 
of the case, shall be sent to the Com
mandant as expeditiously as possible. 

§ 125.45 Action bv Commandant. 
(a) If, upon receipt of the Board's 
recommendation, the Commandant is 
satisfied that the character and habits 
of life of the applicant or holder are 
such as to warrant the belief that his 
presence on waterfront facilities, and 
port and harbor areas, Including ves
sels and harbor craft therein, would 
not be inimical to the security of the 
United States, he shall, in the case of 
an applicant, direct that a Coast 
Guard Port Security Card be issued to 
the applicant, or, in the case of a. 
bolder, notify him accordingly. 

(b) If, upon receipt of the Board's 
recommendation, the Commandant is 
not satisfied that the character and 
habits of life of the applicant or 
holder are such as to warrant the be
lief that his presence on waterfront 
facilities, and port and hax·bor areas, 
including vessels a.nd harbor era.ft 
therein, would not be inimical to the 
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security of the United States, the 
Commandant shall: 

<I> In the case of an applicant, 
notify him that a Coast Guard Port 
Securi ty Card will not be issued to the 
applicant, or, 

<2> In the case of a holder, revoke 
and require the surrender of his Coast 
Guard Port Security Card. 

Cc> Such applicant or holder shall 
be notified of his right, and shall have 
20 days from the receipt of such notice 
within which, to appeal under this 
part. 

§ 125.47 Appeals. <a> The Com
mandant shall establish at Coast 
Guard Headquarters, Washington, 
D. C., an Appeal Board to hear appeals 
provided for in this part. The Com
mandant shall designate for the Ap
peal Board a Chairman, who shall be, 
so far as practicable, an officer of the 
Coast Guard. The Commandant shall 
designate, so far as practicable, a 
member from a panel of persons rep
resenting management nominated by 
the Secretary of Labor, and a member 
f1·om a panel of persons representing 
labor nominated by the Secretary of 
Labor. The Commandant shall in
sw·e that persons designated as Ap
peal Board members have suitable 
security clearance. The Chairman of 
the Appeal Board shall make all ar
rangements incident to the business 
of the Appeal Board. 

(b) If an applicant or holder ap
peals to the Appeal Board within 20 
days after receipt of notice of his 
right to appeal under this part, his 
a ppeal shall be handled under the 
same procedure as that specified in 
~ 125.39, and the privilege of challenge 
may be exercised through the same 
procedure as that specified in § 125.41. 

<c> Appeal Board proceeding shall 
be conducted in the same manner as 
~hat specified in § 125.43. 

§ 125.49 Action by Commandant 
after appeal. <a> If, upon receipt of 
•he Appeal Board's recommendation, 
•he Commandant Is satisfied that the 
rharacter and habits of life of the ap
plicant or holder are such as to war
rant the belief that his presence on 
":\"aterfront facilities, and port and 
harbor areas, including vessels and 
harbor craft therein, would not be 
m.imical to the security of the United 
States, he shall, in the case of an 
.. pplicant, direct that a Coast Guard 
?ort Security Card be issued to the 
_pplicant, or in the case of a holder, 
::?otify him accordingly. 

(b) If, upon receipt of the Appeal 
Board's recommendation, the Com
:nandant is not satisfied that the 
.haracter and habits of life of the 
_pplicant or holder are such as to 

arrant the belief that his presence 
_n waterfront facilities, and port and 
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harbor areas, including vessels and 
harbor craft therein, would not be 
inimical to t he security of the United 
States, the Commandant shall notify 
the applicant or holder that his appeal 
is denied. 

§ 125.51 R eplacement of lost Coast 
G1iard Port s ecurity Card. (a) Any 
person whose Coast Guard Port 
security Card has been stolen, lost or 
destroyed, shall report that fact to a 
Coast Guard Port Security Unit or 
Captain of the Port as soon thereafter 
as possible. 

<b> A person who has lost a Coast 
Guard Port Security Card may apply 
for a replacement card by submitting 
"An Application for Replacement of 
Lost Port Security Card" <Form CG 
2685A) to a Coast Guard Port Secu
rity Unit. A r eplacement will be 
issued only after a full explanation of 
the loss of the Coast Guard Port 
Security Card is made in writing to 
the Coast Guard and after a. full 
check is made and authorization is 
r:rranted by the Commandant. 

(c) Any person to whom a. Coast 
Guard Port Security Card has been 
Issued as a replacement for a lost card, 
shall immediately surrender the orig
inal card to the nearest Coast Guard 
Port Security Unit or Captain of the 
Port if the original card should be 
recovered. 

§ 125.53 Requirements for creden
tials; certain vessels operating on 
navigable waters of the United States 
(including the Great Lakes and 
Western Rivers>. <a> Every person 
desiring access to vessels, except 
public vessels, falling within any of 
the categories listed below, as a 
master, person in charge, or member 
of the crew thereof, shall be required 
to be in possession of one of the iden
tification credentials listed in§ 125.09. 

O > Towing vessels, barges, and 
lighters operating in the navigable 
waters of the continental United 
States (including the Great Lakes 
and Western Rivers>. · 

(2) Harbor craft, such as water 
taxis, junk boats, garbage disposal 
boats, bum boats, supply boats, repair 
boats, and ship cleaning boats, which 
in the course of their normal opera
tions service or contact vessels, for
eign or domestic, public or merchant, 
in the navigable waters of the con
tinental United States <including the 
Great Lakes and Western Rivers>. 

(b) The term "master, person In 
charge, or member of the crew" shall 
be deemed to Include any person who 
serves on board In any capacity con
cerned with the operation, mainten
ance, or administration of the vessel 
or its cargo. 

(c) Where the Coast Guard Port 
Security Card (Form CG 2514) is to be 
used as the identification required by 

paragraph <a> of this section, appli- · 
cation for such card may be made im
mediately by the persons concerned. 
The issua nce of the Coast Guard Port 
Security Card shall be in the form 
and manner prescribed by § 125.11. 

Cd) At the discretion of the District 
Commander any person desiring ac- · 
cess to vessels of the categories 
named in this section, who may be 
required by the provisions hereof to 
possess identification credentials, may 
be furnished a letter signed by the 
District Commander or the Captain of 
the Port and this letter shall serve in 
lieu of a. Coast Guard Port Security 
Card and will authorize such access 
for a period not to exceed 60 days, 
a nd such a letter Issued shall be 
deemed to be sa.tisfactory identifica
tion within the meaning of § 125.09. 
The issuance of the letter shall be sub
ject to the following conditions: 

( 1) The services of the person are 
necessary to avoid delay in the opera
tion of the vessel; 

<2> The person does not possess one 
of the identification credentials listed 
in § 125.09. 

<3> The person has filed his appli
cation for a Coast Guard Port 
Security Cnrd or submits his applica
tion before the letter is issued; and, 

(4) The person has been screened 
by the District Commander or Cap
tain of the Port and such officer Is 
satisfied concerning the eligibility of 
the applicant to receive a temporary 
letter. 

§ 125.55 Outstanding Coast Guard 
Port Security Cards and applications. 
<a> Coast Guard Port Security Cards 
will be accepted as valid until can
celled, r evoked, or suspended by 
proper authority. 

<b> A person who has filed an ap
plica tion for a Coast Guard Port 
Security Card and who has not re
ceived such a. document prior to Mny 
1, 1956, shall submit a new applica
tion In accordance with the require
ments of this part. 

§ 125.57 Applications previously 
denied. A person who has been de
nied a Coast Guard Port Security 
Card before May 1, 1956, may file a 
new application for such a document 
i.n accordance with the requirements 
of this part. 

It is hereby found that compliance 
with the notice of proposed rule 
making, public rule making pro
cedures thereon. and effective date 
requirements of the Administrative 
F'.1"ocedure Act in contrary to the pub
hc interest since this revision of 33 
CFR Part 125 is to implement more 
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effectively Executive Order 10173, as 
amended, and in the p ublic interest 
should be placed in operation as soon 
as possible. This amendatory regu
lation shall become effective May l, 
1956. 

Dated: April 27, 1956. 
[SEAL] A. C. RICHMOND, 

Vice Admiral, u. S. Coast Guard., 
Command.ant. 

[F. R. Doc. 56-3462; Filed, May 1, 1956; 
12:30 p. m.] 

TITLE 46-SHIPPING 
Chapte r I-Coa st Guard, Depart

me nt of the Treasury 
Subchapter N-Explosivcs or Other Dangerous 

Articles or Substances and Combustible Liq· 
uids on Board Vessels 

l COFR 56-21 J 

PART 146-Tl!ANSPORTATION OR STOW
AGE OF EXPLOSIVES OR OTHER DANGER
OUS ARTICLES OR SUBSTANCES AND 
COMBUSTIBLE LIQUIDS ON BOARD 
VESSELS 

MISCELLANEOUS STORAGE REQUIREMENTS 
A notice r e g a r d i n g proposed 

changes in the navigation and vessel 
inspection regulations was published 
In the Federal Registe1· dated March 
l, 1956 <21 F. R. 1350-1356). as Items 
I through XVI on the Agenda to be 
considered by the Merchant Marine 
Council, and a public hearing was held 
on April 24, 1956, at Washington, 
D. C. This document is the first of 
a series of documents covering the 
regulations considered at this public 
hearing. Another document will be 
published containing all the miscel
laneous amendments regarding Dan
gerous Cargo Regulations in Item XIII 
on the Agenda. 

After the public hearing held on 
April 24, 1956, written and oral re
quests were received petitioning that 
the amendments concerning motor 
fuel antiknock compound, oakum, 
chromic acid, and chlorate and borate 
mixtures be placed in effect immedi
ately and prior to publication of all 
the miscellaneous amendments con
tained in the Agenda. Since these 
changes were not commented on at 
the public hearing, and since these 
amendments will relax present stow
age requirements, these changes shall 
be placed in eftect immediately. 

The amendment to 46 CFR 146.25-
200, Table H, will permit stowage of 
authorized tank cars containing mo
tor fuel antiknock compound "under 
deck away from heat" in addition to 
the presently authorized stowage "on 
deck ln open" and "on deck under 
cover." 

The amendment to 46 CPR 146.27-
100 Table K, w!U permit oakum to 
be shipped in fiberboard boxes in 
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addition to presently authorized 
bound bales and wooden boxes. 

The amendment. to '46 CFR 146.22-
100, Table E, will exempt chlorate and 
borate mixtures containing 25 percent 
or less chlorate and no other hazard
ous additives from the regulations, as 
well as provide for the use of multi
wall paper bags (!CC-44C, 44D), for 
shipment of chlorate mixtures con
taining more than 25 percent and 
less than 50 percent chlorate. 

By virtue of the authority vested 
in me as Commandant, United States 
Coast Guard, by Treasury Depart
ment Order No. 120, dated July 31, 
1950 05 F. R. 6521), and Treasury 
Department Order 167-14, dated No
vember 26, 1954 09 F. R. 8026), to 
promulgate r egulations in accordance 
with the statutes cited with the reg
ulations below, the following amend
ments are prescribed and shall 
become effective on the date of pub
lication of this document in the F ed
eral Register: 

SUBPART-DETAILED REGULATIONS GOV· 
ERNING INPLAl.IMABLE SOLIDS AND 
OXIDIZING MATERIALS 

Section 146.22-100 Table E-Clas
si/icatio-n: Inflammable solids and 
oxidizing materials is amended by re
vising the requirements regarding 
certain articles as follows: 

a. For "chlorate and borate mix
tures" and "chlorate and magnesium 
chloride mixtw·es" as follows: 

1. In column 1 the note is revised 
to read as follows: / 

NOTE: Such mixtures contalnlng 25 
percent or less chlorate nnd no other 
hazardous additlveR are not subject to 
the regulations in this part. 

2. In column 4 under "mixtures 
containing more than 25 percent 
chlorate but less than 50 percent may 
also be accepted in:" add: 

"Multi-wall paper bags: (ICC-44C, 
44D) not over 50 lb. net wt." 

b. For "chromic acid," "chromic 
anhydride;'' and "chromium trioxide" 
as follows: 

1. In column 4 under "Stowage" 
add: "Tween decks readily accessible." 

SUBPART- DETAILED RECut.ATIONS GOV
ERNING POISONOUS ARTICLES 

Section 146.25-200 Table H - Clas
sificatton: Class B; Less dangerous 
poisons is amended by changing 
requiremen ts for the article ''motor 
fuel antiknock compound" as follows: 

a. In column 4 change "tank cars 
<ICC- 105A300, 105A300W)" etc., to 
read as follows: "tank cars <ICC-
105A300, 105A300W) stenciled on 
both sides 'for motor fuel antiknock 
compound only.' In addition to stow
ages listed, authorized tank cars may 

be sto~d 'under deck away from 
heat.'" 

SUBPART- DETAILED REGULATIONS GOV
ERNING HAZARDOUS ARTICLES 

Sect.ion 146.27-100 Table K-Clas
sification: Hazardous a r t i c l e s is 
amended by changing i·equirements 
fo1· the article "Oakum" "Twisted jute 
packing (rope) <treated or un
treated)" as follows: 

a. In columns 4, 5, 6, and 7, under 
"Outside containers," add: "Fiber
board boxes." 
(R. ls. 4405, as amended, 4462, as amended, 
and 4472, as amended; 46 U. s. c. 375, 
416, 170. Interpret or apply sec. 3, 68 
Stat. 675; 60 U. S. C. 198; E. 0. 10402, 17 
F. R. 9917, 3 CFR, 1952 Supp.) 

De.Led: May 18, 1956. 
[SEAL] A. C. RICHMOND, 

Vice Admiral, U. s. Coast Guard, 
Conimandant. 

IF. R. Doc. 56-4115; Filed, May 24, 1956: 
8:49 a. m.) 

EQUIPMENT APPROVED 
BY THE COMMANDANT 

[EIHTOR'S NOTE.- Due to space limi
tations, it is not possible to publish 
the documents regarding approvals 
and terminations of approvals of 
equipment published in the Federal 
Register dated May 15, 1956 <CGFR 
56-17-CGFR 56- 18). Copies of these 
documents may be obtained from the 
Superintendent of Documents, Wash
ington 25, D. C. J 

AFFIDAVITS 
The following affidavits were accepted 
during the period from 15 April 1956 
to 15 May 1956: 

Ross-Meehan Foundries, 1601 Car
ter St., Chattanooga 1, Tenn., CAST
INGS. 

Associated Piping & Engineering 
Co., Inc., 1707 West Compton Boule
V(!rd, Post Office Box 590, Compton. 
Calif., FLANGES. 

Jas. P. Marsh Corporation, 3501 
Howard St., Skokie, Ill., VALVES. 

FUSIBLE PLUGS 

The regulations prescribed in Sub
part 162.014, Subchapter Q, Specifi
cations, 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 ot ap
proved heats which have been tested 
and found acceptable during the 
period from 15 April 1956 to 15 May 
1956 is as follows: 

The Lunkenheimer Company, Cin
cinnati 14, Ohio. Heat Nos. 528, 529, 
530, 531 and 532. 

July 1956 
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