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THE SS BRASIL, one of America's newest cruise ships passes by the Statue of liberty on her ar
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"A REVIEW OF CASUAL TIES" 
By COMD R. WILLIAM R. SAY ER, USCG 

<An Address Delivered at the Marine Section, National Safety Council, October 23, 1958> 

A GRAPH IC DAYLIGHT pictu re of the Empress Bay under the Manhattan Bridgo. Two seamen lost their lives in this collision. 

Anyone familiar with Land Surveying knows that in order Lo project a line or 
level ahead into the unknown it Is standard procedure to set up your instrument and 
take a backsight. This backsight is a focal point; iL may form the base for triangula
tion; It may be a bench mark for projected levels; it is absolutely indispensible in the 
extension of any line of sight. 

Somewhat similar is the advisability of reviewing the occurrences of the past. On 
one entrance to the building housing our national archives are chiseled these words
"What is Past is Prologue". With that thought in mind I wish to take a backsight--
a brief review of the casualty experience in the maritime field dw·ing the past year. 

DURING FISCAL 1958 there were but 
five major casualties requiring the 
convening of a Marine Board of In
vestigation. The first-and most 
serious-occwTed on the night of 
August 27, 1957 when the American 
freighter SS Mormacsurf was down
bound in the Rio de La Plata, en
route from Rosario to Buenos Aires. 
The upbound Argentine passenger 
vessel, Ciudad D e Buenos Aires, at
tempted to cross the cow"Se of the 
American ship, was struck on her star
board side at almost a right angle 
and sank in 23 minutes. we do not 
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know the number of passengers and 
crew aboard the .Argentine ship; the 
M ormacsurf rescued 78 persons, local 
craft rescued numerous others, but 
between 75 and 80 drowned. 

No personnel or survivors from the 
Ciudad De Buenos Aires were avail
able for Interrogation by the Board 
and efforts to obtain copies of the 
record of an Investigation conducted 
by the Argentine authorities were un
successful. It was therefore Impos
sible for the Board to determine what 
caused the passenger vessel to cross 
the bow of the freighter; similarly 

no information was obtainable as to 
the condition and accessibility of the 
lifesaving equipment or other facts 
which might have disclosed why so 
many lives were lost. Coast Guard 
Headquarters has since been informed 
that the Argentine newspaper La 
Prensa quoted sw·vivors as stating 
that "many passengers and crew who 
lost their lives could have lived i! 
ordinary and basic precautions had 
been adopted." ''There was not 
enough lifesaving equipment aboard 
and such equipment as there was, was 
not In good working condition." 
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The Board found that the Mormac
surf was not at fault ln this collision. 

Dredge Sunk 

The second major casualty, in 
chronological order, occurred on Sep
tember 10, 1957 when the Army Engi
neers dredge William T. Rossell sank 
in Coos Bay, Oregon, after being 
struck by the outbound Norwegian 
freighter Thorshall. F'ow· men 
aboard the dredge were lost. The re
port by the Marine Board of Investi
gation has been received and is under 
review at Headquarters. As is cus
tomary, the facts !ound and the final 
action of the Commandant will ap
pear in the Proceedtnos of the Mer
chant Marine Council. 

The third major casualty happened 
on October 8, 1957 fortunately with
out loss of life. The USNS Mission 
San Miguel, a T-2 type tanker, owned 
by the U. S. Navy, civilian manned, 
and operated in Lhe Military Sea 
Transportation Service, was bound 
from Guam to Seatt.le, Washington, 
under USN sailing orders which in
cluded positions lio be traversed along 
a track passing through the Hawaiian 
Archipelago about 23 miles south of 
Maro Reef. In the evening of October 
8 while proceeding at full speed
about 15 knots-weather overcast 
with rain squalls, the vessel struck 
this reef. On October 10 all personnel 
were removed by other Navy ships 
without injury or loss of life and the 
vessel - valued at S2,000,000-was 
abandoned as a total loss. 

The Board concluded that the cause 
and extent of the casualty were di
rectly attributable to certain errors 

by several officers with regard to the 
navigation of the vessel and an ab
sence of damaige control. Appropri
ate disciplinary action was taken 
against the licenses held by these 
officers. 

The fourth major casualty hit 
home. Three Coast Guardsmen were 
killed on February 12, 1958 during a 
storm in the Galveston Entrance 
Channel. Visibility at the time was 
practically zero and somehow their 
40-foot craft on harbor entrance pa
trol duty came into collision with a 
barge being towed on a hawser by a 
Mexican vessel. As these three were 
the only persons on board. we shall 
never know exactly how this hap
pened. 

The fifth, and last of the major 
casualties during fiscal 1958, was 
rather spectacular. Two seamen 
died and several others were seriously 
injured when the Swedish freighter 
Nebraska and the small American 
tanker Empress Bay collided under 
Manhattan Bridge, New York, shortly 
after midnight on June 25. The fire 
which enveloped both vessels spread 
to the bridge. The tanker sank, and 
raw gasoline seeped to the surface 
creating a condition which threatened 
all waterfront installations for miles, 
including the Brooklyn Navy Yard. 
One fire boat was damaged through 
collision while fighting the fire and in 
the excitement a veteran news 
photographer dropped dead. 

The report of the Marine Board Into 
this case has not been received at 
Headquarters as yet. The results will 
eventually appear in the Proceedings. 

The statistical tabulations for fiscal 
1958 on all marine casualties reported 

to the Coast Guard will be published 
In the Proceedings. Because of cer
tain changes of method during the 
past year it will be impossible to make 
a direct comparison with the figures 
ln Prior years. However, there has 
been no marked change; the number 
of vessel casualties continues to aver
age about 150 per month, the person
nel injury cases about 100 each month 
while the deaths from all causes will 
approximate 60 per month. The rela
tionship between these last two aver
ages is not consistent with that 
generally found and it must be re
membered that all deaths, of whatever 
cause, occurring on the Federal 
waters, high seas or in foreign ports 
on board or involving any American 
vessel-from a rowboat to an ocean 
liner-arc defined as marine casual
ties and so recorded. This is not true 
of all personnel injuries; these are not 
required to be reported unless of suf
ficient seriousness to incapacitate the 
victim for over three days. 

NO PASSENGER DEATHS 

Once again a year has passed in 
which there were no deaths to pas
sengers on any inspected American 
ship arising from a casualty to the 
ship or its equipment. In fact, dur
ing the year there were but two ac
cidental deaths among passengers on 
our inspected vessels; one woman 
drowned in a swimming pool and a 
child fell down a ladder not intended 
for passenger use. 

Other transportation industries 
publlsh statistics attesting to the 
safety of their operation. These 
figures, mentioning millions of pas-

SI NKI NG AFTER COLLISION with the Norwegian freighter Thorsho/I, 
the Army Corps of Engineers dredge W illiam T. Rossell is snapped in 
this on-the-spot photograph near the entrance to the Coos Bay, Oregon, 
bar. Four men aboard the dredge were lost. Photo Courtesy Word 
Robertson. 

ONE Of THE MAJOR CASUALTIES last year was the loss and abandon
ment of the USNS Mission Son Miguel on Maro Reef in the Hawaiia n 
Archipelago. All personnel were removed w ithou t injury or loss of 
life. Photo Courtesy MSTS Magazine, Department of the Navy. 
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senger miles, are most impressive. It 
is presently impossible for the Coast 
Guard to furnish comparative figures 
because the classification "inspected 
vessel" includes not only the ocean
going passenger and freight ships, and· 
the large ferry operations but also the 
small vessels of all types and sizes
even to cable drawn ferries of primi
tive construction-which have been 
inspected and certllicated by the 
Coast Guard and on which no records 
are maintained as to the number of 
passengers carried or the miles run. 

Since 1950 there have been only 
four instances when death of a pas
senger resulted from a casualty to an 
inspected vessel operating under the 
United States flag. This experience 
is a record which, in itself, is a com
mendation of the American maritime 
industry for providing the safest 
means of transportation ever devised 
since the ox cart. 

At Coast Guard Headquarters those 
directly concerned with the review 
of marine casualties have great ex
pectations of a new code system of 
accident classlftcation, based upon 
the frequency experienced during the 
past five years. We believe it will 
furnish. with substantial accuracy, 
not only the statistical summations 
according to vessel class and service. 
waters. type of casualty, etc .. but will 
also more specifically point up the 
causes of the accidents. The system 
is an adaptation of the American 
Standards Association code, with var
iations designed to illuminate the 
unique facets of the marine safety 
problem. In July we concluded our 
first full year of injury case coding 
under this system. It is expected 
that the results will be published in 
the Proceedings as these tabulations 
are completed. Certain facts which 
emerged dw·ing pilot run periods, 
when compared with statistical in
formation from other sources-prin
cipally insurance companies-coin
cide to an encow·aging degree. 

RECREATIONAL BOATING 

In the pleasure boating field the 
number of fatal accidents has risen 
slightly from last year. Of the 375 
boating deaths reported to. and in
vestigated by, the Coast Guard, 170 
Cover 45 percent>. resulted from cap
sizing. Of that number 123 drowned 
in the capsizing of outboard powered 
boats. For those interested in the 
grim statistics, a summation indicat
ing the various causes of fatal acci
dents during recreational boating will 
be in the next issue of the Proceed
ings. 

Although criminal recklessness is 
indicated as the primary cause In only 
two recreational boating casualties. 
there were 41 cases referred to the 
Department of Justice during the past 
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year because of information obtained 
through investigations. In my opin
ion it would not be cruel and unusual 
punishment to compel those con
victed of reckless operation of a boat 
to view the horribly mangled remains 
of a person chewed up by the propeller 
of a boat. We recently received 
close-up photographs of a skier who 
was killed this way and I have per
sonally investigated several such ac
cidents. The last was of a young bride 
who fell asleep on the foredeck of a 
high-powered runabout which was 
towing her husband on skis. No one 
noticed that she had rolled overboard 
until the motor stalled with her leg 
wrapped around the propeller and 
shaft. 

The primary pw·pose of casualty 
review is to assure as thorough an 
investigation as the circumstances 
would permit in order to see that all 
possible preventive or remedial action 
is taken. The secondary phase of the 
casualty review operation Is the tab
ulation of accident statistics. More 
Important than furnishing a back
ground of facts for the promulgation 
of regulations, is the discovery of 
areas wherein there has been an in
crease of occw-rences. This directs 
attention to the causes and compels 
effort toward their elimination. 

HUMAN FAULT 

One thing consistent in all statistics 
is that accidents caused by material 
failure are becoming increasingly 
rare; almost as rare as the "inevitable 
accident" or "act of God." Human 
fault, with varying degrees of culpa
bility. is by far the cause of most 
casualties. In some cases the victim's 
only fault was his inexperience, but 
someone failed to instruct him in safe 
working methods. Young men, with 
but a few days or weeks on the job, 
are the most frequent victims in these 
circumstances. They are inclined to 
take chances; at that age the idea is 
strong that "it can't happen to me." 
It is a sad commentary that, of all 
young men who die in America be
tween the ages of 15 and 25, over 65 
percent are killed in accidents. With 
maturity there comes a reduction in 
the percentage of accidental deaths, 
but it is still a fact that until a man 
reaches 45 he's more apt to die from 
somebody's mistake than from any 
other single cause. To that age 
human error is more malignant t han 
cancer or cardiac. 

With this premise, we can agree 
that the vast field for accident pre
vention Is in the mind. There will 
always be some of every age who can 
only be Impressed through the seat of 
their pants-and that action should 
receive public support. But most ac
cidents are caused by well intentioned 

people. Occasionally, through inex
perience, they do not recognize the 
danger, but that can be corrected by 
education. However, education does 
not appear to be the complete answer. 
We have many reports in which the 
person responsible knew of the 
danger. A friend of mine, above aver
age in intelUgence, knew full well that 
gasoline vapors are explosive, but that 
knowledge did not stop her from using 
gasoline to clean draperies in her 
kitchen, completely forgetting the 
pilot light on her range. Every 
tankerman knows the danger of en
tering an unventilated tank, but each 
year experienced men die that way. 

HERE ARE A FEW CASES IN POINT 

• Fishermen, on a cold night, 
tightly closed all doors and port holes, 
leaving a. coal stove burning while 
they slept. 

• An amateur racing enthusiast 
with a hydroplane obtained more 
RPMs with a smaller propeller. but 
the flywheel disintegrated. 

• A shipyard worker used a burn
ing torch on a non-gas-free tank. 

• A deck hand on a fast tug t1ied 
to dip water from over the side with 
a bucket on a line. The line tangled 
on his foot. 

• A group of men were working 
in a compartment. Some attempted 
to move a large co~ bottle without un
hooking it from the line. They acci
dentally tripped the release lever. 
Then it was every man for himself. 

• Someone forgot to lock a hatch 
beam in position. 

• Rather than go around material 
piled on deck, a longshoreman tried 
to walk on the coaming of the open 
hatch. 

• An early morning sport fisher
man took a chance running his boat 
without lights. In the collision he 
was NOT the man who was killed. 

• Skin diving unaccompanied. 
• He thought the gun was empty 

after they finished duck hunting. 
In each of these instances there was 

no lack of knowledge as to the poten
tial danger-just an absence of care, 
of foresight, of thinking. 

Scientists tell us that the average 
human uses only a part of his brain 
power. Accident prevention is now 
aimed at making people think. Signs 
and slogans, campaigns and cartoons 
are all designed to drive into the con
scious and the subconscious the seeds 
of safety mindedness; to be so condi
tioned mentally that danger is recog
nized automatically, just as we 
automatically stop at the curb before 
attempting to walk across a busy 
street. The development of this 
safety impulse may hold the greatest 
promise for the future. 
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L. P. G.-LETHAL POTENTIAL GREAT 

LIQUEFIED Petroleum Gases aboard 
vessels provide many comforts and 
services. But, used improperly and 
without due regard for their hazard
ous potential, they can be dynamite! 

Last winter in California an unin
spected 69-foot yacht was nearly de
stroyed and three persons aboard 
suffered injury when a liquefied 
petroleum gas installation used for 
cooking and for heating water ex
ploded. Damage to the boat was 
estimated to be Sl25,000. 

The casualty occurred while the 
vessel was in a boat yard undergoing 
hull work when a repair man care
lessly left a gas line open over night 
after removing a regulating valve for 
servicing. Gas escaped into the vessel 
and when an attempt to light otf the 
galley range was made the next morn
ing, the gas ignited and shattered the 
boat. 

CAUTIONS 

Personnel on all vessels with lique
fied petroleum gas installations on 
board are cautioned to use extreme 
care in servicing this equipment to 
prevent any leaks of this volatile gas. 
When an outside contractor does the 
servicing, a member of the crew should 
inspect the work to make sure all 
joints are left tight. Coast Guard 
regulations require that all LP gas 
cylinders on inspected vessels have a 
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manually operated screw down shut
off valve fitted with a hand wheel in
stalled directly at the cylinder outlet. 
These regulations also require odori
zation of the gas so that its presence 
may be readily detected, and secondly, 
that spaces containing the gas con
suming appliances be adequately 
ventilated. 

LP gas may be used for cooking and 
heating on all vessels subject to in
spection by the Coast G.uard except 
passenger vessels. 

What is L. P. G.? Bottled gas or 
liquefied petroleum gas is produced 
from natural gas or emerges as a by
product of petroleum refining. Es
sentially it consists of propane. bu
tane, or propane-butane mixtures, 
which are easily liquefiable hydro
carbons under atmospheric tempera
tures at variable Pressures dependent 
upon the gas mixture. However, the 
most common commercial form of 
propane does not exceed 215 p. s. i. at 
100° F. 

In other words, these liquefied gases 
have all the favorable characteristics 
of gases as far as utilization is con
cerned, and they are also capable of 
being greatly concentrated by llque
f action, for storage and transporta
tion purposes, hence their desirabll!ty 
for heating, cooking, and many other 
purposes, domestic and commercial. 

Modern steel gas storage cylinders 
or flasks now available on the market 
weigh approximately 1 lb. per lb. of 
LP gas contained. The actual cost of 
B. T. U.'s produced from LP gas, that 
Is the heating value of the fuel, com
pares favorably with electricity, and 
city or natural gas. 

Consequently LP gas is becoming a 
favorite fuel for use aboard ships and 
smaller craft for heating and cooking. 
However, there is strong evidence to 
indicate its use is increasing much 
faster than is the appreciation of its 
inherent dangers. Like certain other 
heavier-than-air gases, LP gas has 
the characteristic of settling when 1·e
leased, drifting and finding its way 
into the lowest pockets or spaces in 
the vessel. When mixed with air it 
forms a highly explosive mixture 
which ignites as readily as a gasoline
atr mixture and with as disastrous 
1·esults. 

Since LP gas Is generally colorless, 
the best method of detection of a leak 
is by odor. As released from the pres
surized liquid, the gas. if not odorized 
by an additive, would have an odor 
similar to gasoline but not very strong. 

On a small vessel using gasoline or 
diesel oil for fuel, personnel would 
have difficulty dtll'erentiating the odor 
of escaping LP gas from odors exist
ing on the vessel from other fuels. 
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This is especially true in the case 
of gasoline for it has been demon
strated that one good whiff of gaso
line may have a slight anesthetizing 
effect on the olfactory nerves, or sense 
of smell, for a few moments. There
fore. as in the case of most, city gases, 
a slightly repugnant odorant is added 
to the LP gas to make iLs detection 
by smell much easier. Today pracLi
cally all LP gas is odorized with ethyl 
mercaptan or some other commercial 
odorant such as CALODORANT. 
However. it would be extremely wise, 
in ordering LP gas for any pw·pose 
aboard ship or boat to specify odor
ized gas. 

It will be seen that the only feasible 
place for the storage of LP gas aboard 
a vessel with safety is at a point out
side the cabin or superstructure and 
not within the hull. A point where 
possible leakage will be quickly dis
seminated in the open air, or blown 
away by the wind. without entering 
the vessel's hull is suitable. On Coast 
Guard-inspected merchant vessels, 
LP gas storage cylinders are required 
to be located in a substantial metal 
enclosure on or above the weather 
deck. This enclosure must be pro
vided with top and bottom ventila
tion. 

LP gas cylinders used aboard in
spected vessels must be constructed, 
tested. fitted with a safety relief valve, 
and marked in accordance with In
terstate Commerce Comm1sslon Spec
ifications. By ICC regulations, these 
cylinders are periodically tested with 
hydrostatic pressure and marked with 
the test date. 

For the user of LP gas aboard small 
craft, it would be well to ascertain 
that the containers have been con
structed and tested periodically as 
required by the ICC rules. 

The rule for odorization aboard in
spected vessels Is that all LP gas used 
shall be effectively odorized by an 
agent of such character as to indicate 
positively, by a distinctive odor, the 
presence of gas down to concentration 
in air of not over one-ft!Lh the lower 
limit of combustibility, or for most 
LP gases, a volumetric percent of 
gas to air of not over 0.31 percent. 

One of the most important consid
erations for any LP gas system, and 
particularly for any marine installa
tion. is that the system be tight from 
the cylinder to the burner jets. On 
inspected vessels an annual leak test 
of the system from regulator to jet is 
required. Using not less than the 
working pressure of the system, or say 
about Y2 p. s. l., using a water column 
or a pressure gage, this pressure must 
hold constant with the supply valve 
and the burner valve closed. 
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A test for leaks is also made wlth 
a soap solution or low freezing point 
liquid, but never with a fiame. The 
same sort of test is recommended by 
the Coast Guard and by the National 
Fire Protection Association for any 
uninspected vessel using an LPG sys
tem and particularly for motorboats. 
In obtaining any LPG equipment, all 
component parts of systems other 
than cylinders should be listed by 
Underwriters' Laboratories, Inc., or 
other recognized testing laboratory, 
such as the American Gas Association, 
of Cleveland, Ohio, and so labeled. 
There should be no pilot light or other 
continuous tlame devices as the in
herent danger of the flow of gas into 
the vessel if the flame is extinguished 
is quite obvious. 

On small craft there should be two 
signs post,ed with the manufactur
er's operating instructions and in
cluding the following: 

CAUTION 

l . Keep cylinde r valves closed 
when boat is unattended. Close 
them immediately in an emergency. 

2. Be sure all appliance valves 
are closed before opening cylinder 
valve. 

3. Always apply match or 
flame to burner and then open 
burner valve. 

4 . Close master valve when
ever consuming appliance is not in 
use. 

5. Test system for leakage at 
least biweekly and after any emer
gency as follows : With appliance 
valve closed, master and one cylin
der valve open, note gage pressure. 
Close cylinder valve. The pressure 
should remain constant for at least 
10 minutes. If pressure drops, lo
cate leakage by application of 
soapy water at connections. Never 
use flame to check for leaks. 

Only systems introducing fuel be
low deck in gaseous form should be 
used, as the system introducing fuel 
below deck in liquid form is consid
ered to be by far the more hazardous. 
Each cylinder should have a stop valve 
directly on the cylinder outlet. In 
multi-cylinder systems a stop valve 
should be provided in each line from 
the cylinder to the regulator 01· mani
fold in addition to the valves required 
at the cylinder. 

All systems should have a pressure 
gage. A low-pressure relief should be 
integral with the regulator and vented 
overboard, otherwise a relief valve 
should be in the low pressure line and 
a vent in the chamber which may use 
a common overboard outlet. The dis
charge from the low-pressure reliefs 
should be led preferably to the stern, 
or if not feasible, to a. point at least 
two feet distant from any part of an 
opening to the Interior of the boat or 
from a motor exhaust which is below 
the level of such discharge. Outlet 
ends should be turned down to pre
vent choking the line with water. 

All LPG piping or tubing should be 
of as short runs inside the cabin as 
possible and have adequate flexibility. 
It should be exposed to sight but pro
tected from mechanical injury. Lines 
should be continuous lengths of pip
ing or tubing from regulator Lo shut
oil' at stove manifold. On small ves
sels subject to rolling and pitching 
open fiames from LPG system should 
be particularly watched so that they 
are not snuffed out by sp!lls, boil
overs, gusts of wind, etc., as the gas 
will then flow freely and settle in the 
bilges. An automatic device to shut 
off gas supply in case flame ls ex
tinguished should be fitted to oven 
burners or any other burners not di
rectly exposed to view. and is recom
mended for all burne1's when prac
ticable. 

Most storage cylinders with relief 
valves installed In accordance with 
ICC regulations are set to start to re
lieve at 90% of the designed working 
pressure of the cylinder. Since the 
pressure of the gas confined In a tight 
container will increase approximately 
in direct proportion to an increase of 
the temperature of the liquid, it will 
be seen that a nearly full cylinder 
will not require much external heat
ing, from such sources as the sun, 
engine exhaust, etc., to cause the re
lief valve to open. In this event, hav
ing the cylinder stored on an open 
deck will pay off, as there will be a 
greater opportunity for the escaping 
gas to disappear in the open air and 
not seek out the bilges. 

In summation, if you have or are 
going to have a Liquefied Petroleum 
Gas system on your vessel: (1 > Make 
sure all the connections are tight. 
<2) Guard against release of the gas 
inside the vessel. <3> Store your 
tank in the open. (4) Close all 
valves when system is not in use. <5) 
Buy equipment furnished by reliable 
suppliers and approved by recognized 
testing laboratories. Make sure your 
LPG means LIT'n.E POSSIBILITY 
OF GRIEF. 

203 



KAPOK AND FIBROUS GLASS LIFE PRESERVERS • • • • 

NEW REQUIREMENTS IMPROVE RESISTANCE TO GAS AND OIL 
COAST GUARD approved life pre
servers as we know them today, are 
the result of over 100 years• develop
ment. Since August 30. 1852, when 
it became mandatory that steamboats 
carrying passengers be provided with 
a life preserver for each passenger 
aboard, new designs have continually 
been evolved by experts and ama
teurs alike seeking to perfect this basic 
lifesaving appliance. 

As part of this continuing develop
ment, the Coast Guard, as well as 
other regulatory agencies in other 
countries, completed a series of test 
programs to determine the effects of 
gasoline and oil on various approved 
type life preservers under various con
ditions likely to be encountered in 
service. 

In the Spring of 1957 the Danish 
Ministry of Shipping announced a ban 
on the use of kapok in life preservers 
becau~e their tests showed that con
tact with high concentration of gaso
line or light oil could, under certain 
conditions, cause rapid and serious 
losses of buoyancy In such jackets. 

Shortly, thereafter, a series of arti
cles, editorials, and other news re
leases on the subject appeared in both 
American and foreign newspapers 
and periodicals: and in some quarters 
there was a demand for a complete 
ban on the use of kapok jackets on an 
international level. 

Tests conducted by the Coast Guard 
showed the situation was not nearly 
as bad as depicted in some articles, 
but the tests d1d show that under cer
tain circumstances gasoline and light 
oil films on the water do have a detri
mental errect on the buoyancy of life 
preservers containing unprotected 
kapok or fibrous glass. The tests also 
showed that encasing kapok or fibrous 
glass in an electronically sealed bag 
of vinyl plastic film provides adequate 
protection from gasoline and oil, even 
though the plastic ftlm covering may 
contain numerous holes as a result of 
snags or punctures. Cork and balsa 
wood life preservers and those filled 
with polyvinyl chloride plastic foam 
of the type specified by Coast Guard 
Specifications 160.049 and 160.052 for 
plastic buoyant cushions and buoyant 
vests for use on pleasw·e motorboats 
showed little or no eft'ect from ex
POsure to gasoline and oil. 

Since 1955, protective covers of vinyl 
plastic film have been requil·ed for 
the buoyant material in all kapok or 
fibrous glass buoyant cushions and 
buoyant vests approved for use on 
pleasure motorboats, and all approved 
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COAST GUARD APPROVED life preservers manufactured since September 24, 1958, must have 
the kapok or fibrous glass filler fitted in a plastic envelope. The lop part of this photograph 
illustrates a complete Model 3 life preserver, and the bottom part shows the plastic encased 
pads prior to insertion. Previously approved life preservers may be placed in service and/ or 
continued in service as long as in good and serviceable condition. 

vests and cushions made since that 
date under Coast Guard Specifications 
160.047 and 160.048 have such gaso
line and oil resistant buoyant inserts. 
Coast Guard Specifications 160.002 
and 160.005 covering kapok and 
fibrous glass type life preservers for 
general use on merchant vessels and 
motorboats have for a number of 
years contained requirements for 
models both with and without the 
plastic pad covers, but production of 
these life preservers has for the most 
part been confined to those models 
without such pad covers. 

Because of the very high initial 
buoyancy of these jackets, which is 
approximately double the amount re
quired in normal use, and of the 
special conditions necessary to bring 
about substantial losses in this buoy
ancy, it is not felt at this time that 
there is sufficient cause to require re
placement of jackets of this type 
which may be in service and do not 
have the plastic covered buoyant in
serts. However, to minimi.Ze t.he pos
sibility of casualties in the future due 
to effects of gasoline or oil on kapok or 
fibrous glass filled life preservers, 
Coast Guard Specifications 160.002 
and 160.005 for such life preservers 

have been amended to delete the re
quirements for Models 2 and 6 kapok 
jackets and Models 51 and 55 fibrous 
glass jackets which do not have the 
protective plastic bags and to limit all 
fw·ther production of these types of 
life preservers to Models 3 and 5 kapok 
and Models 52 and 56 fibrous glass 
which are fitted with the protective 
bags. 

These amendments were published 
in the Federal Register of June 25, 
1958, and the new construction re
quirements became effective Septem
ber 24, 1958. The approvals for all 
kapok and fibrous glass life preservers 
without the vinyl bags were also with
drawn on the same date, and manu
facturers of such equipment are 
currently changing over or have al
ready changed over their production 
to meet the revised specifications. 

The life preservers with vinyl cov
ered inserts should soon be available 
in quantity but to facilitate orderly 
and economical replacement of exist
ing kapok and fibrous glass life pre
servers. a provision was included in 
the withdrawal order to permit exist
ing life preservers without vinyl bags 
to be continued in use so long as in 
good and serviceable condition. 
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The Merchant Marine Council will 
hold a public hearing on Tuesday, De
cember 9, 1958, at Washington, D. C. 
This hearing is for the pw·Pose of re
ceiving comments, views, and data on 
the proposed standards and regula
tions to implement the Federal Boat
ing Act of 1958 recently signed into 
law. 

Research Into shipboard organiza
tion and activities aboard a typical 
oceangoing freighter will be made by 
the Southwest Research Institute of 
San Antonio, Texas, under a contract 
with the Maritime Administration, it 
was announced. The four-part re
search project to be performed aboard 
modern freighters will be concerned 
with the major shipboard acLivities
(1) watch standing, (2) maintenance 
and underway repair, (3) subsistence 
and lodging services, and (4) general 
operations. 

First section of the 695-foot keel 
of a new sun Oil Company super
tanker was laid Sept. 15 at the Ches
ter, Pa., yards of the Sun Shipbuilding 
& Dry Dock Company. Largest ship 
ever to be built at Sun Ship, the new 
vessel will be 47,750 dwt. The tanker 
will be 745 feet long and will have a 
cargo capacity of approximately 
372.300 barrels of petroleum. It is 
expected that she will be completed 
late next year or in early 1960. It is 
estimated that her cost, when com
pleted, will be approximately 
$13,000,000. 

Isthmian Lines bad a two-way tie 
for first place In the first half of its 
fleet safety contest ending June 30. 
Both ships, the SS Steel Chemist and 
the SS Steel Traveler, have gone the 
distance with accident-free records. 

Richard P. Godwin, Nuclea1· Proj
ects Officer. Maritime Administration, 
told the American Association of Port 
Authorities meeting in Honolulu that 
it will not be necessary for ports to 
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MARITIME SIDELIGHTS 

IN A JOINT CEREMONY aboard his ship in New York, Captain Paul R. Jones, Jr., was honored 
by the National Safety Council, the American Merchant Marine Institute, and the Maritime 
Administration for his part in rescuing 13 seamen from the sinking tuna clipper Sun Pacific 
off the coast of the Gulf of Calllornla last year. Captain Jones of the United Fruit vessel 
Limon, received a citation of merit from Rear Admiral H. C. Pe rkins, Commander of the Third 
Coast Guard District, at tho left, on behalf of the NSC and the AMMI, and a letter af com
mendation from Captain Hewlett R. Bishop, extreme right, on behalf of the Maritime Admin
istrator Clarence G. Morse. Photo Courtesy United Fruit Company. 

change their way of operating or to 
provide special equipment for the 
handling of nuclear Powered commer
cial ships. 

The Maritime Administration has 
accepted a $2,666,680 bid of the 
Bethlehem Steel Co. for 35 ships to be 
scrapped from the reserve fleets. 
The ships will be drawn from the 
Hudson River, James River, and 
Mobile Reserves. 

States Marine Lines bas named 
Captain Thomas c. Price to command 
NS Savannah under construction as 

the world's first nuclear powered mer
chant vessel. He has sailed as 
Master for the line for 14 yea.rs and 
has been Director of Safety' and 
Training since 1954. 

Fifteen recently delivered covered 
cargo barges for Mississippi Valley 
Line Company have a "safety strip" 
running the entire length of the hatch 
cover peaks. The idea has been 
credited to Captain E. P. Duckies of 
the towboat New Orleans, who com
mented : "A man walking along these 
hatch covers at night would notice a 
break in the white line and, therefore, 
be warned of an open hatch." A 
good idea. 
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COMMENDATION 

I ,. 

,.. 
CAPTAIN E. A. McGOWEN of tho SS E. H. Blum is pictured receiving a Letter of Commendation 
signed by the Commandant of the Coast Guard for his port in on open sea rescue off the coast 
of Florida lost March. Left to right, ore: Captain McGowen, Captain H. M. Elder, Atlantic Port 
Capta in; Commander D. G. Elliott of the Coast Guard's Philadelphia Marine Inspection Office, 
and Captain C. C. Shute, Superintendent, Operating Section, Atlantic Reflning Co. The com
mendation is reproduced below. 

CAPTAIN E. A. MCGOWEN, 
SS E. H. Blunt, C/ O Atlantic Refining Co., 

260 S. Broad St., Philadelphia, Pa. 

D EAR CAPTAIN MCGOWEN: 
The U. S. Coast Guard, as the principal agency of the United States 

concerned with the safety of life and property at sea, takes pleasure In 
this opportunity to commend you, as Master of the SS E. H. Blum., for 
the determination and emciency which the personnel of your ship dis
played in connection with the crash of a private airplane with six persons 
aboard, on March 25, 1958 off the Florida coast. 

An official report of the incident reveals that at about 6: 30 p. m. CST 
on March 25, 1958 the SSE. H . Blum was en route from Newark, N. J. 
to Port Arthur, Texas, when a small private plane about 2 Y2 miles east 
of Hollywood Beach, Florida, was seen to crash off the port beam. 
Emergency signals were sounded, the course altered toward the scene 
and, as the plane was approached a lifeboat which had meanwhile been 
prepared, was lowered. Nearing the scene the plane was illuminated by 
the ship's searchlight and voices could be heard but then the plane sank 
beneath the surface. A man, in a state of shock, treading water and 
holding a dead baby was first r ecovered. The bodies of two women and 
a boy were next found but strenuous efforts at resuscitation were fruitless. 
Meanwhile the E. H. Blum had established i·adar contact which brought 
a Coast Guard plane and a local fishing vessel to the scene, the latter 
recovering one body en route. The sole survivor together with the 
bodies of the deceased were then transferred to the fishing vessel for 
expeditious conveyance to shore. 

The prompt and effective response by the E. H. Blum in this emergency 
reflected the highest credit on the state of readiness of her omcers and 
crew under your command. 

Sincerely yours, 
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A. C. RICHMOND, 
Vice Admiral, U. S. Coast Guard, 

Commandant. 

MERCHANT MARINE 
STATISTICS 

There were 929 vessels of 1,000 
gross tons and over in the active 
oceangoing United States merchant 
fieet on September 1, 1958, according 
to information released by the Mari
time Administration. This was 12 
less than the number active on August 
l, 1958. 

There were 30 Government-owned 
and 899 p1ivately owned ships in ac
tive service. These figures did not 
include privately owned vessels tem
porarily inactive, or Government
owned vessels employed in loading 
grain for storage. 

There was a decrease of 10 active 
vessels and an increase of 12 inactive 
vessels In the privately owned fleet. 
Two new tankers, the Atlas and the 
Gulfkntght were delivered into serv
ice and l freighter, the Valiant Free
dom, was returned from foreign to 
United States ftag. The tanker Gulf
port was sold for scrap. This in
creased the total privately owned fieet 
by a net of 2 to 1,003. 

OI I.he 104 privately owned inactive 
vessels, 32 dry cargo ships and 39 
tankers were laid up for lack of em
ployment, 14 more than on August l. 
Most. of the others were undergoing 
repair or conversion. 

The Maritime Administration's ac
tive fleet decreased by 2, while its 
inactive fleet increased by 4. Three 
freighters, the Wm. P. Fessenden, 
Millen Griffith and the Benia1nin 
Holt, and the tanker St. James, were 
sold for scrap. Six transports, the 
Bronx, M enifee, Mifflin, Gen. S. D. 
Sturgis, Clinton, and Natrona, and 
the tug Bagaduce, owned by the Navy, 
were turned over to the Administra
tion. This increased the Government 
fleet by 2 to a total of 2,123. The total 
merchant fleet, active and inactive, 
increased by 4 to 3,126 on Sept. 1, 1958. 

No new ships were ordered but l 
large tanker for Manhattan Tankers 
Co. was rescheduled. Two new tank
ers, the Gul!lcnight and the Atlas, 
were delivered for United States-flag, 
and two were delivered for foreign 
flag, the Olympic Eagle and G. S. 
Livanos. Two converted tankers 
were also delivered. The total of 
large merchant ships on order or un
der construction in United States 
shipyards dropped by five vessels to 99. 

Seafaring jobs on active oceangoing 
United States-flag ships of 1,000 gross 
tons and over, excluding civilian sea
men manning Military Sea Transpor
tation Service ships were 54,322. 
Prospective officers in training in Fed
eral and State nautical schools 
numbered 1,928. 
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Q. Your vessel is on course 050° 
True at a speed of 9 knots. 

At 0400 a vessel is observed on the 
PPI scope bearlng 020° True at a 
range of 10 miles. 

At 0406, the vessel is observed 
bearing 022• True at a range of 8 
miles. 

Ca> Assuming that both your 
vessel and the vessel observed main
tain course and speed, determine the 
distance between your vessel and the 
vessel observed at their closest point 
of approach. 

<b> DeLermlne the course and 
speed of the vessel observed. 

Cc) Determine the course at 
0412, which will clear the other vessel 
by 2 miles in the minimum length of 
time without changing your speed. 

A. Ca> The distance between 
your vessel and the vessel observed, 
at their closest point of approach, as
suming that cow·se and speed were 
held. would be 1.4 miles <at 0429). 

Cb) The cow·se of the vessel 
observed is 169.3° True. 

The speed of the vessel observed 
Is 14.3 knots. 

Cc> The course at 0412, which 
will clear the other vessel by two miles, 
In the minimum length of time, with
out change in your speed, is 032.8° 
True. <Neglecting advance and trans
fer.) 

Q. Your vessel is on course 230° 
True at a speed of 12 knots. 

At 0600 a vessel is observed on the 
PPI scope bearing 250° True at a 
range of 10 miles. 

At 0606 the vessel is observed 
bearing 255° True at a range of 7 
miles. 

Ca) Assuming that both your 
vessel and the vessel observed main
tain course and speed, determine the 
distance between your vessel and the 
vessel observed at t.heir closest point 
of approach. 

Cb) Determine the course and 
speed of the vessel observed. 

Cc) If you stopped your vessel 
at 0609, what would be the distance 
at closest. point of approach between 
vessels, assuming the other vessel held 
course and speed? 

A. Ca) The distance between 
your vessel and the vessel observed at 
the closest point of approach, as
suming that course and speed were 
held, would be 2 miles at 0619. 

Cb> The course of the vessel 
observed is 064 • True. 
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nautical queries 

The speed of the vessel observed 
is 19.1 knots. 

<c> If you stopped your vessel 
at 0609, the distance between vessels 
would be 1.6 miles <0625) . assuming 
that the vessel observed held course 
and speed. 

A CASE OF DOUBLE 
JEOPARDY 

Your vessel is on cow·se 340° 
true at a speed of 5 knots. 

At 0800 a vessel Is observed 
bearing 080 • true at a range of 
10 miles. 

At 0805 the vessel ls observed 
bearing 080° true at a range of 
9.33 miles. 

At 0810 the vessel Is observed 
bearing 080° true at a range of 
8.67 miles. 

Ca> What would be the 
effect of altering your course to 
000° <North> ? 

Altering cow·se to ooo• would 
not eliminate the danger of col
lision. The direction of relative 
(pip) motion remains the same. 
Only the relative speed, the rate 
at which the pip approaches the 
center of the scope, is altered. 

Q . Your vessel is on course 315 ° 
True at a speed of 10 knots. 

At 1100 a vessel is observed on 
the PPI scope bearing 343° True at 
a range of 9 miles. 

At 1112 the vessel is ooservea 
bearing 340° True at a rnnge or 7 
miles. 

Ca> Assuming that both your 
vessel and the vessel observed main
tain course and speed, determine t,he 
distance between your vessel and t,he 
vessel observed at their closest point 
of approach. 

<b> Dete1·mi11e the course and 
speed of the vessel observed. 

<c> Determine the course at 
1112 which will clear the other vessel 
by 2 miles in the minimum length of 
time without changing your speed. 

A. (a) The distance between 
your vessel and the vessel observed 
at the closest point of approach, as
suming that course and speed were 
maintained, would be 1.6 miles Cat 
1152) . 

Cb) The course of the vessel ob
served is 242.5° True. 

• 

The speed of the vessel observed 
is 6.6 knots. 

Cc> 319.6°. 
Q. Your vessel is on a course of 

260° True at a speed of 9 knots. 
At 1600 a vessel is observed on the 

PPI scope bearing 230° True at a 
range of 7 miles. 

At 1606 the vessel is observed 
bearing 233° True at a range of 5 
miles. 

Ca) Assuming that both your 
vessel and the vessel observed main
tain course and speed, determine the 
distance between your vessel and the 
vessel observed at their closest point 
of approach. 

Cb> Determine the course and 
speed of the vessel observed. 

<c> Determine the course at 
1609 which will clear the other vessel 
by 2 miles in the minimum length of 
time without changing your speed. 

A. Ca> The d.istance between your 
vessel and the vessel observed at the 
closest point of approach, assuming 
that course and speed were main
tained, would be 0.84 miles Cat 1621). 

Cb) The course of the vessel 
observed is 020.0°. 

The speed of the vessel observed 
is 14.2 knots. 

Cc> 214.0° . 
Q. Your vessel is on course 310° 

True at a speed of 10 knots. 
At 1400 a vessel is observed on the 

PPI scope bearing 330° True at a 
i·ange of 10 miles. 

At 1420 the vessel is observed 
bearing 333• True at a range of 7 
miles. 

(a) Assuming tha:t both your 
vessel and the vessel observed main
tain course and speed, determine the 
distance between your vessel and the 
vessel observed at their closest point 
of approach. 

Cb) Determine the course and 
speed of the vessel observed. 

<c> Determine the course at 
1430 which will clear the other vessel 
by 2 miles without changing your 
speed in the minimum length of time. 

A. Ca) The distance between 
your vessel and the vessel observed 
at the closest point of approach, as
suming that course a.nd speed were 
maintained, would be 1.2 miles Cat 
1505) . 

Cb) The course of the vessel ob
served is 246.3° True. 

The speed of the vessel observed 
is 2.3 knots. 

( C) 344.4°. 
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1935-a group of tank barges were 
completed and placed in service. The 
vessels are the open hopper type but , 
without longitudinal wing bulkheads, 
175' x 35' x 11' with 6 independent 
tanks 15' diameter x 45' long installed 
in pairs between transverse water
tight bulkheads. Bottom plating is 
l)ojr,", transversely framed on 27" cen
ters by 15" x 40 # channels. Side 
plating is % ". 

1949-a clear, quiet day in June on 
the Illinois Waterway. A hopper type 
tank barge is just about unloaded. To 
strip the tanks aft, water is pumped 
into the stern rake compartment. 
Next day, to level the barge and estab
lish the necessary bridge clearance. 
water ts pumped into the forward 
rake. It ts then Intended to add water 
to the tanks as ballast, but before this 
can be done, the barge breaks at a 
point 4 feet aft of the forward pair 
of tanks. <See Figure 1.) 

1953--Jeffersonville, Ind I an a-a 
cargo of Bunker C fuel oil Is being 
unloaded from an unmanned tank 
barge. The forward and middle tanks 
are now empty and the after tanks 
half empty, when the barge buckles 
amidships. The sides are bowed in
board and the holding-down straps 
on the middle independent tanks are 
snapped. On investigation: 

" Q . Did you check the cargo in 
the tanks and the water in the rakes 
before pumping it? 

A. We took the sounding of the 
tanks but didn't check the rakes. The 
barge was riding high and the rakes 
so small that I don't think a small 
amount of water would affect it." 

The water in the rakes was esti
mated at 4 feet each. The weights 
corresponding to these soundings are 
15 tons forward, 10 tons aft. (Fig
ure 2.) 

1958-January ·on the Mississippi. 
Baton Rouge, La. The barge moored 
at a process plant has unloaded one
third of its cargo of caustic soda. The 
center tanks are now empty. With
out warning, the barge buckles in the 
center compartment, just aft of the 
forward bulkhead. (Figure 3.) 

The connection between these 
events?-All three were barges built 
to the same design in 1935. All three 
failed under a relatively light load 
after years of suc.cessful service. The 
order of stress from bending at the 
time of failure was about one-tenth 
or less the yield strength of steel. 

However, this does not mean that 
a factor of safety of ten existed. The 
failure was equivalent to the critical 
buckling of a slender column, which 
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THREE BARGES 
By LT. COMDR. ROBERT I. PRICE, USCG 

Figure 1. 

Figure 2 · 

Figure 3. 

does not depend on the strength of 
the material but upon the structural 
dimensions and the modulus of ela s
tlcity. 

Although the vessels apparently 
possessed adequate section modulus, 
and hence should have had sufficient 
longitudinal strength, they were Poor 
in a matter of detail- in the manner 
in which the stress was to be absorbed. 
The fracturing of the independent 
tank straps indicates that the tanks 
were providing some of the missing 
fore and aft rigidity of which the bot
tom plating was incapable when the 
barges were in a hogging condition, 
as all were at the time of failure. 
With the right load combination to 
produce hogging, and a little corro
sion, the absence of longitudinal 
members to stitfen the bottom plating 
permitted the plating to buckle under 
the compressive load. 

.. 

+ LoAD 

CR. Ill C' 'L.. 
Buc..K.LI"'-'~ 

The technical name for this type of 
failure is "elastic instability," a scien
tific term for the well-known prin
ciple that "you can't push a wet 
noodle." 

Construction of transversely framed 
barges of the type described above is 
giving way to the superior ability of 
longitudinal framed vessels to absorb 
punishment in service. However, re
gardless of the mode of construction, 
the failures described here point out 
that, in establishing the operating 
procedw·es for any vessel, the operator 
should give serious thought to the 
structural limitations of the design. 
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DON'T FIDDLE WITH FIDDLER'S GREEN 

By CDR H. J. Kelly, Merchant Vessel Inspection Division, USCG 

IT USED to be a common saying that 
when you picked up a prune pit on 
your deep sea lead after taking a 
sounding oil' the eastern seaboard of 
the United States you had a fairly 
accurate line of position insofar as 
longitude was concerned. This was 
brought about by a species of "straw
berries" which were a. pa.rt of a then 
well-known steamship company's 
daily menu. 

The sea bottom no doubt has dozens 
of trails of debris which lead from 
port to port for perhaps hundreds or 
thousands of miles. However, it is 
not the intention here to discuss the 
hidden commerce trails of Davy 
Jones' locker but to bring to attention 
the fact that the disposal of trash at 
sea is not always under complete 
supervision especially insofar as the 
means of egress from vessels is con
cerned. 

It is fairly common practice or rou
tine to open one of a ship·s side ports 
while at sea and to dump overboard 
crates, cartons and other items of 
trash which accumulate so rapidly, 
especially on passenger vessels. In 
some instances the side port ls lashed 
or otherwise secured in the open posi
tion and remains in this condition day 

A marine casualty report sent along 
to Coast Guard Headquarters from a 
large southern port relates an unusual 
accident between a pilotless tug and 
a moored ferry. 

That's rlght-pilotless! The tug 
was sailing along without a soul on the 
bridge when Its tow slammed into the 
side of the ferry. 

This is how it happened: 
About three miles below the point 

of collision an unexpected spin of the 
tug's steering wheel hurled the helms
man out the hinged wheelhouse door 
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after day or even for the whole voy
age. When it is closed again it may 
be because of the vagaries of the wind 
or heavy sprays may come into the 
vessel. In such cases it ls closed and 
the side port on the opposite side of 
the vessel ls opened. 

So all in all the condition of incom
plete watertight integrity is permitted 
to continue. This open-port condi
tion presents the added hazard of 
loss of stability in the event of colli
sion when a sudden listing of the ves
sel might submerge the side port al
lowing the sea to pour in. Again 
when heavy weather develops and 
causes rolling or pitching or heavy 
seas to pound against the side of the 
vessel. it is particularly an arduous 
and hazardous task to close and 
secure side ports and personal in.jury 
or death can easily occur. 

During critical periods, and these 
may be deemed to exist at all times 
while the vessel is being navigated and 
more so during the hours of darkness, 
heavy weather, passing through areas 
of low visibility or icebergs, it ls urged 
that vessel's personnel are made 
aware of hazards present when side 
ports, garbage chutes, airports, etc., 
are left open and under no reliable 
supervision. 

UNUSUAL ACCIDENT 

and over into the water. Once in the 
water, the startled but otherwise un
injured man shouted for help. None 
of the other fou1· crewmen on the boat 
heard his calls. 

The towboat, minus its bridge 
watch, proceeded on its 10-knot way. 

Up ahead a ferry had completed 
loading passengers and automobiles, 
but decided to wait until the oncoming 
tug and tow were made fast. When 
the movements of the tug indicated a 
collision course the pilot on watch on 

Coast Guard regulations regarding 
the closure of hatches and other open
ings in vessels are very specific and 
for very good reasons, based on fac
tual knowledge of causes of sea dis
asters. 

These bothersome emergency drills 
which are so necessary for training
don't rush through them with merely 
a crew muster and log entry. Simu
lated casualties should become part of 
every fire and collision drill. Prepar
ations in man overboard drill or 
abandon ship drill should be thorough. 
The meaning of all emergency signals 
should be well known to all hands; 
the use of emergency equipment 
should be fully explained and where 
and when possible an actual demon
stration presented by some of the offi
cers or experienced crew members. 

The use of a fire extinguisher ls 
simple enough, but the e1Tectlve use 
of it requil:es some explanation. This 
is true with many firefighting and life
saving items of equipment. It takes 
a little time; nevertheless, the gain is 
well worth the time and trouble. Our 
American Merchant Marine ls one of 
the best in the world, we have the 
safest of ships with skillful officers and 
crews. Let us keep it this way. 

the ferry sounded the danger signal 
and alerted the passengers. 

The tow struck the after quarter 
of the ferry, damaging its steering 
gear, one lifeboat, and two automo
biles. The crew of the tug unaware 
of what was taking place until after 
the collision, quickly took charge of 
the situation and brought the tug to 
a halt. 

There were no injuries in this case 
and the water-soaked helmsman was 
picked up almost immediately and 
suffered no lll effects. 
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SAFETY IS BIG BUSINESS ON THE W ATERW A VS 
THE INLAND waterways of the 
United States are not dotted with 
caution signs, stop lights, curve ahead, 
slow and danger signs which admon
ish highway users to exercise safety 
precautions. 

But they too have their safety signs 
in the form of lights. buoys, day mark
ers and beacons which warn against 
dangers in the channel. Safety meas
ures do not begin or end with visual 
aids that mark the flowing path of 
the river traveler, whether he be a 
towboat pilot or a pleasure craft 
skipper. 

Initial safety measures are taken 
when the boat designer drafts his first 
lines on a drawing board. The 19,000 
pieces of floating equipment operated 
by the ba.rge and towing vessel indus
try feature maximum safety provi
sions in design and construction. 
These rapge from heavier scantlings, 
framing and plating than would be 
necessary on similar sized vessels for 
protection from ihe hazards of float
ing and submerged debris and shift
ing sandbars, to pilothouses with 
360-degree visability allowing river 
captains to see dangers that may be 
lurking in any direction. 

Much has been done to make inland 
waterways equipment safer. The old 
narrow catwalks that required deck
hands to move with utmost care as 
they carried lines over their shoulders 
have been replaced with walking areas 
on barges that are three to four feet 
wide. 

Engine room, galley, and pilothouse 
are constantly checked for break
downs. Fire-fighting equipment must 
meet United States Coast Guard re
quirements and Includes various types 

• of semi-portable extinguishers. 
On most boats a pump supplies wa

ter to fire stations located throughout 
the boat, each equipped with as much 
as 75 feet of hose. And alarm bells, 
at strategic points, are controlled 
from the pllothouse. 

Back in Mark Twain's steamboatlng 
days, experienced river pilots navi
gated largely by landmarks which 
they had committed to memory dur
ing years of trial and error. But at 
night these were of little value. 

Aids to navigation provide the 
physical signposts along water routes. 
'They warn against shallow waters, 
reefs and rapidly shifting sand bars. 
channels which move with every 
spring flood, embankments which top
ple and slide in heavy rains, and 
wrecks, ever-present hazards which 
are unknown to salt water navigators. 

A uniform system of aids to na viga
tion on the inland waters was begun 
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CLAD IN SOU-WESTER and oil skins, a Coast Guard inspector prepa res to enter a tank barge 
to determine the cause of the swelling seen in this picture· 

This is the siX1h and last of a seri es of 
articles on our inland waterways p re
pared especially for the Proceedings by 
The American Waterways Operators, 
Inc., a nonprofit trade association of 
domestic carriers and operators on the 
inland waters, intracoastal canals and 
waterways, bays, sounds, and harbors 
of the United States. 

by the Lighthouse Service in 1874. 
Since that time lighting apparatus 
for aids has undergone a full evolu
tion from mineral oil to kerosene to 
electric and battery powered devices. 

Navigation lights are placed and 
ma-.intained by Coast Guard crews who 
move them whenever necessary to the 
best possible location as a navigation 
aid. A regular schedule of checking 
the lights is maintained by fishermen 
and others along the river who are 
paid by the Coast Guard. These light 
tenders must maintain their assigned 
lights regardless of weather or chan
nel conditions. 

A white or green colored light is 
used on the starboard when descend
ing the river, and a white or red color 
is used on the port. 

Day markers are la.rge, white, 
diamond-shaped boards placed at 
suitable locations by the Coast Guard 
for navigation by day. The decision 
on whether a lighted aid or a day 
ma.rker is used is based on the type 

of traffic using the area, the character 
of the hazard, and its relation to other 
aids in the area. 

Floating buoys of various types have 
always been used on the rivers and 
engineers are constantly working on 
improved models. Until as late as 
1936 wood plank floats with oil lan
terns were used extensively on the 
Ohio River. Most common in recent 
years are streamlined metal floats 
with battery-operated flashing equip
ment. 

Channel buoys are placed by the 
Corps of Engineers channel inspection 
and maintenance crews for the Coast 
Guard on a reimbursable basis. 
Buoys are moved constantly with 
channel changes. Sailing down
stream, red buoys mark the port and 
black buoys the starboard of the navi
gational channels. 

Along the 5,000 miles of the Missis
sippi River system a-lone the Coast 
Guard maintains nearly 10,000 navi
gational aids. Keeping the aids in 
working condition is a major task. 
In the rapidly moving rivet" waters 
buoys are subject to rough handling 
from currents, not to mention an oc
casional rough bump from towboats 
and barges as well as pleasure boats 
which rely on them. Boats which 
collide with and damage or destroy 
an aid to navigation are required to 
rePort the incident to the nearest 
Coast Guard office and pay for its 
replacement. 

Over the years, the barge and tow-
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iog vessel industry has invested heav
ily in time, effort, and money toward 
eliminating hazards, resulting in im
proved safety conditions aboard the 
i.nland fleet. Nevertheless, it has 
been proved th at eliminating hazard
ous conditions does not eliminate ac-

cidcnts, since the greatest majority 
are caused by unsafe acts rather than 
unsafe conditions. 

employee safety in an effort to stamp 
out accidents caused by the human 
factor. Primarily established for 
workers on inland waterways equip
ment, the following safety admoni
tions are considered excellent ground 
r ules for all marine operations: 

Great stress has been laid on edu
cation programs for workers aboard 
vessels. Simple but very important 
guidelines have been formulated !or 

• Always w ear your life jacket properly on the tow, 
and at any other time you are exposed to falling 
overboard . 

• Do not wrestle or " skylark" on the boat or 
barges. Horseplay doesn't pay. 

• Sit down when riding in a yawl. 
• Do not run on the barges, do not jump from 

barge to barge, nor jump over timberheads. 
• Make sure that all gangways on boats and 

barges are clear and swept clean. Keep cargo 
cleaned off walkways on boats and barges. Clean 
up oil and grease spots on the deck. In emergencies 
sprinkle sand on any icy or slippery spots on the decks 
of boats or barges. 

• Keep loose gear, wires, ropes, ratchets, etc., 
stowed neatly on the boat or barges. 

• When walking on the barges in tow, walk up th e 
middle between the barges and not along the outside. 

• Do not go on the tow alone at night. If neces
sary to do so , advise the pilot before going. 

• Keep all hatch covers and pump-box covers 
dogged down tightly. 

• Avoid hanging and stowage of gear so that it 
obstructs walkways . 

• Keep alert when mane uvering barges in a lock; 
watch for holes between the barges. 

• Life -lines and guard rails s hould be kept taut 
and intact. Do not hang on life-lines around the 
boat-one may break. 

• Do not stand in a bight of a line at any time. 
• Stand in the clear whe n handling a line on a 

timberhead or capstan. Whe n possible have another 
man back you up on the line. 

• Stand clear of lines or wires when they have a 
strain on the m. Do not straddle wires whe n tighten
ing ratchets. 

• " Watch the Bump" whe n barges come together 
in making up the tow. Get dow n on your hands and 
knees and hold on to a timberhead or barge coaming. 
Pass the word, " Watch the Bump." 

• Wear goggles when chipping, burning, grinding 
or scraping. 

• Do not jump into the rive r to " swim" a line 
ashore. Use the yawl. Swimming off the boat or 
barges is prohibited. 

• Do not lean again st the lock wall when standing 
on barges in a lock. 

• Wear proper clothing, especially gloves and 
shoes. 

• Know the safe way to perform your job. When 
in doubt consult your supervisor. 

• When not in use take cranks and crank wheels 
out of the hand w inches. 

• Set your ladder secure ly. Watch for broke n or 
cracked rungs. 

• When w orking a round machinery in operation, 
check your clothing for loose ends so you won 't g et 
caught. 

• Carry the load on your outside shoulder when 
walking along the outside of a barge. 

• Do not lean over the edge of the boat or barge 
to grab a line. Use a pike pole. 

• Do not make a line fast to a head when there 
is already a line the re. Clear the head. 

• Place ratchets on the barges so they will tighte n 
inboard. 

• Observe " No Smoking" rules. You must not 
smoke: la! in bed; lbl on decks of petrole um or inflam 
mable cargo barges; (cl in paint locke rs; Id ) a t oil 
docks. WARNING: Know your river conditions before 
you throw lighted cigarettes or any fi re into it. 

• Have a safe place for all cutting utensils (galley 
knives, axes, etc.I and keep the m in place. 

• Keep your hands and feet from betwee n the 
barges in tow and from between tow ing knees and 
the ba rges. 

• Never work around the edge of the boat or barge 
with your back to the river. 

• Know the location and use of ALL fire extin
guishe rs and fl re hydrants. 

• When possible, all wires and lines should b e 
handled from the line deck of a barge. 

• Drinking or the possession of intoxicants is 
prohibited. 

• Familiarize yourse lf w ith all whistle and alarm 
signals. 

• Keep fingers from be tween timbe rheads and 
wires when throwing off face wires . 

• Possession of firearms aboard boats is pro
hibited. 

• Keep ale rt-avoid situations where you are 
exposed to danger. 

Because of changing channel con
ditions. the Corps of Engineers and 
the Coast Guard issue navigational 
bulletins whenever necessary. Notices 
to mariners are broadcast to towboat 
pilots on regular schedules. 

navigation to help river navigators 
chart their courses. 

maximum and minimum river gage 
readings and discharges, and infor
mation regardfug port and dock 
facilltles. 

The Coast Guard annually pub
lishes light lists which spot the exact 
locations of lights and other aids to 
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In addition. the Corps of E;nglneers 
publishes a folio of maps with detailed 
Information for river Lravelers. The 
maps show the location of the channel 
line and navigation lights and include 
tables of river distances, bridge loca
tions with sketches and clearances. 

Another of the Coast Guard's major 
work in safety o~erations is marine 
inspection. The service has assumed 
responsibility for guaranteeing that 
commercial cargo and passenger ves-
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COAST GUARDSMEN clear brush along the Mississippi River so the daymark seen in the 
background can be readily observed. 

sels are built and maintained in safe 
operating condition. Included in the 
basic assignment is the regulation of 
emergency and life-saving equipment 
and the examining and licensing of 
personnel. 

Coast Guard inspectors check the 
blueprints of proposed new vessels 
and ma,intain a careful watch on theil' 
construction from keel laying to 
launching. Among the Items which 
receive special scrutiny are the boilers 
of steam driven vessels, tanks and 
lines which carry gases or liquids 
under pressure, miscellaneous ma
chinery including winches, lines. 
cargo handling gear and ventilating 
systems, and navigation, fire-fighting 
and life-saving equipment. 

Motor vessels, unless they actually 
transport cargo, petroleum products 
in bulk, or passengers are not subject 
to Coast Guard inspection, nor Is their 
construction subject to approval. 
They must, however, still carry cer
tain fire-fighting, life-saving and 
navigation equipment. 

Barges are inspected by the Coast 
Guard if used to transport inflam
mable and combustible liquid cargoes 
and certain types of dangerous chem
icals. After the initial inspection, the 
Coast Guard may make periodic spot 
re-checks to see that everything is 
maintained in proper operating con
dition in addition to regularly sched
uled inspections every two years. 

Coast Guard inspectors also inves
tigate accidents involving commercial 
and pleasure boats to determine 
whether they happened as a result of 
incompetency or a violation of Fed
eral law. In cases where vessels are 
damaged, inspectors must see that 
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they are properly repaired before such 
vessels are permitted to continue in 
service. 

The phenomenal growth of pleasure 
boating as a recreational activity in 
recent years has created new prob
lems over the water avenues which 
had been previously used mostly for 
commercial movements. Because of 
the growing use of the inland water
ways by an estimated 35,000,000 
Americans who take to the water for 
recreation and relaxation in more 
than 7,000,000 pleasure boats, oper
a.tors of commercial craft have had to 
adopt new safety precautions in order 
to avoid serious incidents, Occasion
ally an outboa,rd motor quits or some
one cuts too closely in front of a tow
boat shoving along a string of barges 
at a good speed. The near misses and 
occasional accidents have resulted in 
areas of friction between commercial 
and pleasure interests. 

cooperative efforts by commercial 
and pleasuxe craft industries are un
der way to foster better understand
ing between the two interests. This 
may ease and eventually eliminate 
many of the problems so that full 
utilization of the navigable channels 
will be possible in harmony and 
safety. 

Although movements by barge and 
towboat are dependable, efficient and 
reliable, more can be done to cut the 
high toll in dollars and pain result
ing froJll unnecessary accidents. 
Safety will continue to be the watch
word of carriers on the inland water
ways of the United States, not only 
for their own personnel, equipment 
and cargoes, but for others using the 
channels as well. 

LEGAL OPINIONS 

Pilot Rules, Violation of as imposing 
liabil!Ly under Jones Act: The viola
tion of a Coast Guard navigation reg
ulation results in employer's llablllty 
under the Jones Act if the injury ls 
causally connected to the violation, 
rega.rdless of negligence. The result 
and applicable law In the case of the 
tug Arthur N. Herron, 1956 A. M. C. 
383, 1956 AM. C. 1803, has undergone 
recent and complete change at the 
hands of the Supreme Court. The 
case involved suit for damages under 
the Jones Act for the death of a sea
man resulting from a fire occasioned 
by a violation of 33 CFR 80.16 (h). 
The court in a 5 to 4 decision, revers
ing both courts below, held that since 
the seaman's death was actually 
caused by the defect or insufficiency 
of the barge's lighting equipment in 
violation of the CG promulgated reg
ulation, liability followed notwith
standing that negligence was not in
volved and the statutory duty was 
imposed for the purposes of naviga
tional safety and not personal safety 
of the employees. K ernan v. Ameri
can Dredging Co., 1958 A. M. C. 251, 
355 u. s. 426. 

Negligence: use of small boat for 
purpose not intended in design pre
,cludes recovery when swamped by 
wake of another vessel. In a recent 
case libellants were denied recovery 
on an alleged claim arising out of the 
following factual situation. Three 
persons were cruising about in the 
Intracoastal Waterway With expen
sive camera equipment for picture 
taking in a 14-foot square ended punt 
powered by an outboard motor. The 
heaviest of the occupants was in the 
bow, resulting in approximately 4 
inches of freeboard. A tug pushing 
four barges was proceeding in the 
area. The master of the tug on ap
proaching "slow" signs had reduced 
speed to half ahead. When he no
ticed the small boat approaching, he 
further reduced speed to slow ahead. 
As the bow wave got nearer the boat 
operator, apparently apprehensive, 
suddenly slowed; the boat dropped by 
the head, swamped and sank. 

The court held that the sole and 
proximate cause of the accident was 
the initial negligence of the parties 
in using the punt for purposes for 
which not designed nor intended, 
amplified by the operation of sloWing 
suddenly and thereby contributing to 
the boat's inherent unseaworthiness. 
This negligence of the libellants and 
lack of any indiscretion by the tug 
captain clearly precluded liability. 
Wooley et al. v. M iss Lou Towing Serv
ice, 1958 A. M. C. 469. 
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ACCIDENTS IN BRIEF 

Here is a condensation of some accidents report,ed to Coast Guard 
Headquarters during the past month. A capsule glimpse into the 
cause • • • and effect. In each case the victim was incapacitated for 
at least 72 hours. 

CAUSE EFFECT 

Straight 
ladder slipped ___ Fractured left pelvis. 

Boom securing collar _ _ ------- __ Compound skull fracture. 
Compressor exhaust valve opened by mistake__ Second degree burns to body and arm. 
Bolt carried awaY-----------·----------- Four broken ton left fool. 
Generator radiator cap flew off ___________ Minor burns. 

Five-foot 
jum p to dock_ ___ Injured right foot. 

Slacking mooring lines_ ____________ ---- -- Broken nose, lacerated forehead. 
Unsecured rat guard__ ---------------- Concuuion and lacerated scalp. 
Deck slippery from loose rape seed _________ Dislocated shoulder. 

Fre nch pota to 
cutter_ _________ Lacerated t humb. 

Open 'tween d ecks_ ___________________ Eighteen foot fall to lowe1 hold. 
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FROM RAGS TO RUIN 

Anyway you look at it, $225,000 is 
a lot of money for a wiping rag. 
That was the figure estimated for a 
complete replacement of a main gen
erator turbine aboard a T-2 tanker 
after a 2 x 7-inch rag lodged in the 
lube oil supply line for the main tur
bine thrust bearing. 

This casualty was caused by a rag 
being left in a lube oil gravity tank 
aft-er a cleaning operation more than 
8 months before. The rag traveled 
from the gravity t.ank to the lube oil 
supply line, and the reduction of oil 
tlow to the bearing caused it to wipe 
and damage the turbine blading. 

DETAILS FOLLOW 

This T-2 was outbound from a Gulf 
port at 86 RPM's when the main tur
bine tripped. After re-setting, I.he 
ship continued at reduced speed for 
anot.her 32 minutes when the t.urbine 
tripped again. Further attempts to 
re-set. the trip were unsucce.ssful. It 
was at this point that a rag was de
tected in the sight glass for the .bear
ing lube oil line. 

Determining that the main gener
ator tw·bine was frozen and would 
no longer turn a tug was called and 
the vessel was towed back to port. 
AHer removal of the turbine casing 
the rotor was lifted off the vessel for 
inspection. It was at this point it 
was decided that the extent of dam
age necessitated replacement of the 
unit. 

A routine check of the lube oil sys
tem by t he watch might have averted 
the casualty-a careful examination 
of the gravity tank after cleaning 
would have averted it. 

•nu~ 'MG•HffR. ~ ~ llRl MOl1I' iMe 
C»tl.Y l!XTM l<HO'IS Ill atf 91' cur Of ~.11tt.• 
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KEEP CLEAR OF SUBMARINE CABLES 
THE DENIZENS of the deep have a 
new companion-the human voice! 

From Newfoundland to Scotland, 
Cali!ornla to Hawaii, and from the 
State of Washington to Alaska, voices 
now travel beneath the high seas via 
submarine cables to breach the gaps 
of time and space. 

The cable runs a sure path across 
the ocean floor eventually reaching 
the shoreline of a distant land to 
establish contact with its foreign 
agent-a. telephone receiver. 

Lik.e the "voice" which travels 
a.long miles and miles of land cable, 
the submarine version ls ever in 
danger, but from an unexpected 
quarter- the :fishing trawler. While 
seamount slldes and underwater vol
canic eruptions are of great concern, 
the primary hazard to all types of 
cable (be It telephone or telegraph) is 
the hundreds of :fishing vessels active 
in and around cable areas. 

Conversely, these underwater com
munications systems provide a day
to-day threat to the livelihood of the 
trawler fishermen. Should gear be
come entangled with deep-sea cables, 
fishermen face the loss of nets, otter 
boards and, in some cases, life itself. 
Unlike telegraph cables, the recently 

214 

established voice links in the Atlantic 
and Paci.fie carry as much as 2,500 
volts of electricitry. Attempts at 
severing voice cable from trawling 
gear could seriously inJw·c the flsher
men. 

Efforts to skirt known fishing banks 
otf Newfoundland, Seattle and Alas
kan coastlines were an important part 
of the early planning stages and. as a 
result, the new underwater telephone 
links were put to sea away from the 
normal course of the trawling fleet. 
However, since trawlers often depart 
from the fishing banks to obtain their 
cat.ch, the danger to cable remains 
constant. 

Disruption of telegraph cable serv
ice off Newfoundland has been fre
quent due to entanglement of trawler 
equipment. In 1955, '56 and part of 
'57, trawling operations caused 52 
failures in cables owned by but one 
company. 

Attempting to free their gear, fish
ermen have cut cable and damaged 
their own equipment in the process. 
The end result was interruption of 
vital telegraph communications be
trween continents and loss of work
days, weeks or months-for the fisher
men involved. 

Because of the immense complexi
ties involved in deep-sea telephone 
cables, a three-point plan aimed at 
reducing trawler-cable mishaps has 
recently been launched by the Long 
Lines Department of American Tele
phone and Telegraph Company. This 
company, responsible for the first un
derwater telephone cable systems be
tween the United States mainland and 
Europe, Hawaii and Alaska., is now 
ready to start construction of two 
more voice cable systems. One sys
tem again crossing the Atlantic with 
landing sites at Clarenville, New
foundland , and Penmarch, France 
(first Atlantic cable project termi
nates at Clarenville and Oban, Scot
land) . The second voice system 
planned goes south from Florida. to 
Puerto Rico. 

Trawler captains have been asked 
to: 

1. Fam1Jtarlze themselves with 
charts showing underseas telephone 
cable routes and to avoid them as 
much as possible in trawling miSsions; 

2. Avoid dragging nets or drop
ping anchors or heavy gear near cable 
routes, and 

3. Avoid starting trawling runs 
that would bisect cable positions. 
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HOT WORK REPAIRS TO SARAN COATED TANK VESSELS 
By Frank L. Healy 

Cbiet Chemist, Todd Shlpyarll Corp., Brooklyn, N. Y. 

ALL MARINE chemists by this time, 
no doubt, had the not altogether 
pleasant experience of providing 
chemical supervision during the 
Saran painting of a tank vessel or 
two. During the long night watches 
it has probably occurred to most of 
us who have had this experience that 
the time would inevitably come when 
a major repair would have to be made 
on a Saran coated vessel. 

What would be the problems in
volved in such an operation? Would 
it be necessary first of all to remove 
the Saran coating in the area of hot 
work by sand-blasting or by some 
other method? Or would it be pos
sible to burn out the damaged steel 
without removing the Saran coating, 
provided, of course, the burners could 
be equipped with adequate respiratory 
protection. 

The chemists at Todd-Brooklyn 
found themselves faced with such a 
problem when the Saran coated tank 
vessel, USNS Pecos arrived in the bay 
last fall with bottom damage involv
ing some 15 cargo tanks. The easy 
way out seemed to be to canvass some 
of our contemporaries in the profes
sion with the hope that one of them 
might already have had such a job 
and would be willing to permit us to 
profit by his experience. In the At
lantic Coast area it developed that we 
were not able to find such a one. 

However, from discussions we had 
had at a recent meeting of the Atlan
tic Coast Section of the Marine 
Chemists• Association, it appeared 
that the best approach to a solution 
of the problem would be to consider 
Saran as a chlorinated hydrocarbon, 
which It 1s essentially, being a polym
erized vinylidene chloride combined 
with a pigment. On this basis, it has 
been pointed out, the more probable 
toxic products of thermal decomposi
tion would be hydrochloric acid vapor 
and chlorine gas. It was fw·ther sug
gested, bearing in mind the reaction 
of chlorinated hydrocarbons in con
tact with hot metal, that some phos
gene might be generated. 

TESTS CONDUCTED 

Experiments were, therefore, con
ducted ln which samples of Saran 
coated steel were burned with an oxy
acetylene torch and the gaseous 
products collected and tested for 
hydrochloric acid vapor, chlorine and 
phosgene. Although no attempt was 
made to conduct the experiments on 
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The Sa ra n coating discussed in this 
articlo is a pla stic application made 
lo tank interiors to p revent internal 
corrosion. The coating, which is ap· 
plied lo a surface previously shot or 
sand blasted, has been found highly 
resistant lo petroleum products a nd 
salt w ater. 

a quantitative basis the presence of 
chlorine was established by drawing 
the vapors through a bubbler con
taining 4 % P o t a s s 1 u m Iodide 
<KI> solution to which starch had 
been added. A positive test for hy
drochloric acid vapor was obtained 
by this conventional method. 

Tests for phosgene using Harri
son's reagent proved negative <see 
M. B. Jacobs-The Analytical Chem
istry of Industrial Poisons, Hazards 
and Solvents, 2d edition) . In this 
method a yellow or orange stain is 
produced by phosgene on test paper 
containing diphenylamine and p
dimethylaminobenzaldehyde. T h e 
test is capable of detecting one part 
of phosgene in one million parts of 
air. The stain produced by phosgene 
is transient and tbe test papers are 
sensitive to chlorine and hydrochloric 
acid vapor. To remove these the at
mosphere to be tested ls drawn 
through a guard tube containing 
pumice impregnated with sodium 
thiosulphate before it comes in con
tact with the test paper. 

Reagent: Dissolve 5 grams of color
less diphenylamine and 5 grams of 
p-dimethylaminobenzaldehyde each 
in 50 ml. of carbon tetrachloride and 
mix. Dip :tilted paper immediately 
into this solution and dry. Store 
papers in tightly sealed brown bottle. 

BURNING STARTED 

I t was then decided to equip tht. 
bw"Ders with air-line respirators, to 
protect exposed skin areas with pro
tective cream and to start them on 
the burning out of the damaged bot
tom. No one but the burners was 
permitted into the tanks during the 
burning process. Up-draft exhaust 
ventilation at the rate of 6,000 cubic 
feet per minute was provided and this 
ventilation was found adequate to 
keep drydock areas clear of fumes so 
that riggers could work without res
piratory protection in removing the 
dropped plates from the drydock 
areas. 

It might be mentioned here that no 
difficulty as to fire hazards resulted 
from the contact of the Saran wit.h 
the flame of the burners' torches. 
The Saran burned locally with a 
murky orange flame which did not 
propagate and which extlngui.Shed 
it.self when the flame of the torch was 
removed. 

The job proceeded without mishap. 
As the burning out was finished in 
each tank, the pipe fitters and ma
chinists were permitted to enter and 
make necessary removals. When it 
was required to weld a clip inside a 
tank, burning was suspended and the 
surface involved carefully cleaned to 
bare metal. Also, prior to installa
tion and welding of the new plates, a 
six-inch margin, as tar as practical, 
was cleaned of Saran on adjoining 
coated plates by means of sand
blasting. 

During the entire job there was 
but one dispensary case. One of the 
burners reported with a reddened 
neck. IL was found that he had for
gotten to apply a protective cream. 
There was also some evidence of de
terioration of the burners' clothing. 

Frequent inspection of drydock 
areas was made during the burning 
out period. One early morning just 
after the burners had resumed opera
tions in a tank that was partly open 
on the bottom, the chemist was 
amazed on arrival to see fumes pour
ing out through the bottom of the 
tank. The puzzle was quickly solved 
when it was discovered that during 
the night-the burners were not 
working during the night-a pipe
fitter had reversed the blower because 
he l?referred down draft ventilation. 
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STATISTICAL SUMMARY OF PERSONAL INJURIES REPORTED 
ON FORM CG-924E DUR ING FISCAL YEAR 1958 

(NOTE: Th is Does Not Include Deaths or Injuries From Vessel Casualties) 

H<•1•irll••L during IK'rhxl ol July 
I, 196i, to June 30. 19~ 

- 4+ ~:~:1:.~~~~-~-t:~:'.ll~~-· ···~::::: ~ :: :::: - -~- :: :· ...::.. ..::.. ·:·· ..::. -=::.::....::.. ···: ~-:· 1
1

..:=_ :·:: ::·· ·:·: :~:~ :::: 

114 l'lllps nnd lnlls Ll•dden<.......... 8 2 3 •. 13 •. 36 3 6 .. .... 9 l .... .... .... 1 1 2~ 3 
- -- ----------------------- ----

25 Sllps and f:lllR Onngwnys....... 2 .• •... 4 .. s .. 1 2 .... •.. 8 
140 sure~ nnd rntls-011 <h•ck •• (j -· 8 Zl 21 38 2 27 3 

47 Slips und lolls Other-Same a 
level... •••••• ••• •••. •••• 1 •• 1 I .... 1 •• y 5 •••• •• •••• 11 •••• 2 •••• •••• •••• •••. 14 

----, · .r·aus from vr&<;<>L Into~ . .:. 1 •• • .•. , •..• ~ 1----. ----- - t ---;-~; .. ·- -=--- I-= =.-1- __ 

9 Fulls Into hold, lunk............. . . . .... 3 .. •. 1 I 3 .... .••. .... .... .... .... I 
I 1------1- ----- ---,----------1----

7 Foll~ Other -Dltrcrcnt lcwL... 6 ..::.. ~ _3_ 22 ..::.. ~ _:_..:.:.:.:.....::.. _:_ __ 1..:.:.:.:...
1
_ 2 _ 1_ _ _: _ ____ 1_ 

~ Struck h>·-~'nlli11i;:ob)l•ct 
1
_ 1 .......•.. 13 -~l-7 _ ..::_ . .::...:.:..~. • --

1
_!_..:::::_...:.:::_• I ..:=_

1
_4_~ 

18 Struck by 1''lylnJt object......... • • ..::.. _ 1_ __ i _ _:_ _: ..:.:.:.:... ..::_...:.:::.. _:_ ..:.:.:.:...•_2_..:.:.:.:... ..:.:.:.:...C ..:.:.:.:...._1 ___ 1_ 

27 Struck by· - :\rorn1g obJl'Ct (other i ± I I I I I 
1 

thnnves.<el)........ • ···-,..::_,_::_ljf··· .... :_ 1 5 I 4 1. _ ~ __ s_._!_..:.:.:.:.....:.:.:.:..._·_· .-4 ___ 1_ 

a Stnick hy 130111 or ship ·-------1 _ ..::._ ...:.:::_..:.:.:.:... _1 ~ ..::.. ...::.. ··.:.:._ ...::..L:.:.:.:.....::.. ...:::.:_ ..:.:.:.:.....:.:.:.:...!..:.:.:.:.....:.:.:.:... ...:.:::_ _ 1_1...:::.:... 
i1 Struck ai:nln!t....... • ••••••• , I ...::.:.. __:_ _ 1_ ~ ..::_ ~~ _16 ...:....::..._:: ..::.:_ 1:__:::.:. _ 2 ... - I .... i 1_:_ 

__ 1_ Cargo ~ndllng I..::_~: .... ·:·.::_ _:_ _ _:_
1
..::.. __ ..::_i_-__ 1 ...:::.:... _ 1 ___ 1_...:::.:.....:.:.:.:... ~ ...:.:::_...:.:.:.:... 

I~ 1\lnchlocry Tools ••••••••••... .. •. I •••• 6 •. Ii 2 • •• •• 1 I 5 
1 

•••• U - ··· 1 ···· I 1 4 L 1------------·I-------------- ---- --------- --1-'----
19 Durns.......... •. •••.•.•••••• •• •• •••• •••• 6 •• 5 2 •• •• • • ii • 2 • • 1 ---- ----------- - --- -
48 Scalds -· ··- ••• 18 •• 9 4 2 7 5 •••• •••• 3 --- ,_ ,_ -------1---- ----------
46 Lines. cuup:ht ui..... •••••••••••• __ •• 4 9 .. 14 •• 2 u 3 3 2 

59 Pinching-Crushing.............. I 2 ·--- ll -- 20 11 -·- 2 3 

••..••.• .- . . •. ---- .... .. •• •• IS •••• 

64 Ovcl' exertion.................... •• 3 l •• 20 2 ---- -- 0 -··· --·1-------- ---------------------- -
59 Sp1·u1ns und sl.l'Olns. 3 ·- 23 7 •••• ···- ---- •••• •••• • ••• 3 

2 Cu ls, 1;1111cturcs, etc ••••••••••.... 
1-----------1-- 1---------;- ------ ·- - --------------

1 4 5 26 OaUey aooldrnts •••••••••••••••• 3 -- HJ ,_ 
2 I .•.. . .. I •••• •• •••• •• •••. •... .•.• •••• •••• •••. 24 

68 Not otherwise cla~llled ••••••••• -- 1-1---I-------------
-- 8 •• •• 12 .. ~ 1 2 •• J 3 •.•• •••. •••• •••• •••• 4 10 II -------- --- -- ------1---- --------
7 65 5 l 54 3 276 100 '.!I l ~ 118 I 41 8 6 8 l 78 11 I, 210 Totals .••.•••••••••••••••••• 31 

216 November 1958 

~ 

s r 
m 

RJ 

in 
ti 
of 
we 
is 
F 
F 

a 
in~ 

se1 
ac 
in 
ch 
fir.: 

um 
ta 
as 
ten 
pro 
Ty] 
Th 
rid 

No 



AMENDMENTS TO 
REGULA TIOMS 

[EDITOR'S NoTE.-The material con
tained herein has been condensed due 
to space limitations. Copies of the 
Federal Registers containing the ma
terial referred to may be obtained 
from the Superintendent of Docu
ments, Government Printing Office, 
Washington 25, D. C.l 

TITLE 46-SHIPPING 

Chapter I-Coast Guard, Depart
ment of the Treasury 

( CGl"R 58-29 I 

RATING: TESTS AND INSPECTIONS OF 
PORTABLE AJ).'D SEMIPORTABLE FIRE 
ExTINGUISHERS 

Notices regarding propcsed change.s 
in the naVigation and vessel Inspec
tion regulations, as well as withdrawal 
of certain manufacturers' approvals, 
were published in the Federal Reg
ister dated February 12, 1958 <23 
F. R. 905- 910), and March l , 1958 <23 
F. R. 1268-1270>, as Items I through 
XVIII of an Agenda to be considered 
by the Merchant Marine Council. 
Pursuant to these notices the Mer
chant Marine Council held a public 
hearing on March 18, 1958, at Wash
ington, D. C. 

This document is the ninth of a 
se1ies covering the regulations and 
actions considered at this public hear
ing and annual session of the Mer
chant Marine Council and contains 
:final actions taken with respect tO 
certain portions of Items VIII and IX 
dealing with portable and semlport
able fire extinguishers. The eighth 
document, identi:fied as CGFR 58-28, 
contains final actions with respect to 
Portable and semiportable fire extin
guishers for artificial Islands and fixed 
structures on the outer Continental 
Shelf, which are also based on Item 
VIII of the Agenda, and is published 
under "Title 33-Navlgation and Nav
igable Waters" in the Federal Reg
ister. With respect to the with
drawal of approvals granted certain 
manufacturers, a supplementary doc
ument, identified as CGFR 58-30, con
tains the final actions and Is published 
as a "Notice" in the Federal Regis
ter with the title "Withdrawal of Ap
provals of Toxic Vapor1Zing Liquid 
Type Fire Extinguishers, Such as 
Those Containing Carbon Tetrachlo
ride or Chlorobromomethane." 
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All the comments, views, and data 
submitted in connection with the 
items considered by the Merchant 
Marine council at this public heaiing 
were considered and are very much 
appreciated. The proposals respect
ing partable and semiportable fire ex
tinguishers were revised because of 
the information received. Portions 
of the following items regarding port
able and semlportable fire extin
guishers considered at the public 
hearing held March 18, 1958, as re
vised, are adopted and included In 
this document: 

Item VIII-Portable and Semiport
able Flr.e Extinguishers; Clarification 
of Ratings and Withdrawal of Cer
tain Approvals of Carbon Tetrachlo
ride Fire Extinguishers (46 CFR 25.30-
10. 76.50-5, 95.50-5, 167.45-75). 

Item IX- Fire Precautions for Pas
senger, Tank, Cargo, and Miscellane
ous Vessels C46 CFR 71.25-20, 91.25-
20, 167 .45-70). 

The changes in the proposals re
specting portable and semiportable 
fire extinguishers are: 

a. All requirements for toxic va
porizing liquid fire extinguishers have 
been removed from the regulations. 

b. New regulations have been added 
which provide that < 1) vaporizing liq
uid type fire extinguishers presently 
installed on board boats and vessels 
may be continued in use so long as in 
good and serviceable condition until 
January 1, 1962; and (2) the carriage 
on board boats and vessels of toxic 
vaponzing liquid type fire extinguish
ers. such as those containing carbon 
tetrachloride or chlorobromomethane, 
as Coast Guard approved equipment 
Is prohibited after January 1, 1962. 

c. Minimum values have been es
tablished for dry chemical fire extin
guishers of 20-, 30-, and 50-pound ca
pa.cltles for classification Types B- III. 
B-IV, and B-V, respectively. The 
values for classification Type A-I fire 
extinguishers have been removed from 
the classification tables because such 
ext.ingulshers are no longer required. 

d. The current approvals Issued to 
manufacturers of toxic vaporizing liq
uid type fire extinguishers. rnch as 
those containing carbon tetrachloride 
or chlorobromomethane, are with
drawn effective on the 9l st day after 
the date of publication of Coast 
Guard Federal Register Document 
CGFR 58-30 in the Federal Register. 

It is '.felt very desirable to have the 
requirements for toxic vaporizing liq
uid type fire extinguishers removed 
from all the regulations and to pro
hibit the use of such fire extinguishers 
as approved equipment on all boats 
and vessels after January l , 1962. 
Therefore, similar amendments will 
be proposed to the regulations govern
ing tank vessels <Subchapter D) and 
to small passenger vessels CSubcbap-

ter Tl and included in a future Pub
lic Hearing Agenda of the Merchant 
Marine Council. 

By virtue of the authority vested in 
me as Commandant. United States 
Coast Guard, by Treasw·y Depart
ment Orders 120, dated July 31, 1950 
(15 F. R. 6521>, 167- 14, dated Novem
ber 26. 1954 Cl9 F. R. 8026), 167-15, 
dated January 3, 1955 C20 P. R. 840). 
167-20. dated June 18, 1956 <21 F. R. 
4894) . and CGFR 56-28, dated July 
24 1956 (21 F. R. 5659>, to promul
gate regulations in accordance with 
the statutes cited with the regulations 
below, the following amendments and 
regulations are prescribed and shall 
become effective 90 days after the 
date of publication of this document 
In the Federal Register. 

(Federal RegJAtcr of September G, 1958.J 

TITLE 46-SHIPPING 

Chapter I- Coast Guard, Depart
ment of the Treasury 

[CGFR 58-35) 

PART 10-LICENSING OF OFFICERS AND 
MOTORBOAT OPERATORS AND REGIS
TRATION OF STAFF OFFICERS 

U. S. MARITIME ADMINISTRATION'S RADAR 

SCHOOL 

Pursuant to the authority in R. S. 
4405, as amended, and 4462, as 
amended (46 u. S. C. 375, 416). and 
the regulations in 46 CFR 10.05-46 
with respect to "radar observers,'' an 
inspection of the U. S. Maritime Ad
ministration's Radar School at New 
York, New York, was made after re
ceipt of a letter dated June 17, 1958, 
requesting acceptance of a certificate 
of successful completion of the course 
of instruction at I.he Maritime Admin
istration's Radar School as evidence 
of qualiftcation as a "radar observer" 
without further examination as spe
cifically provided in 46 CFR 10.05-4'6 
<d>, published in the Federal Regis
ter of May 21, 1958 (23 F. R. 3448). 
This inspection has been concluded 
at the New York Radar School with 
favorable results. 

Therefore, the U. S. Maritime Ad
ministration's Radar School at New 
York. New York, is approved and 
Coast Guard Marine Inspection Offi
ces conducting license examinat.ions 
may recognize any applicant's certifi
cate attesting to successful comple
tion of this Radar School as accept
able evidence of the holder's quaUftca
tions as "radar observer" without tak
ing the examination speci:fied in 46 
CFR 10.05-46 <b>. This approval 
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shall be effective for all certificates 
issued by such Radar School from the 
date of its inception and will continue 
in e1fect until this approval is sus
pended, canceled, or modified by 
proper authority and notice thereof 
is published in the Federal Register. 
(R. S. 4405, as amended, 4462, as amended; 
46 u. s. 0. 375, 416) 

Dated: september 16, 1958. 
[SEAL] A. C. RICIIMOND, 

Vice Admiral, U. S. Coast Guard, 
C01nmandant. 

[F. R. Doc. 58-7836; Filed, Sept. 24, 1958; 
8:50 a. m..] 

TITLE 46-SHIPPING 

Chapter I- Coast Guard, Depart
ment of the Treasury 

Subchapt; r 0-Regulations Applicable to Cer
tain Venels During Emergency 

[OOFR68 32) 

PART 154-WAIVERS OF NAVIGATION AND 
VESSEL INSPECTION LAWS AND REG· 
ULATIONS 1 

VESSELS OPERATED BY OR CHARTERED TO 
MILlTARY SEA TRANSPORTATION SERV
ICE 

The Deputy Secretary of Defense 
in a letter to the Secretary of the 
Treasury dated August 6, 1958, re
quested, in the interest of national de
fense, a waiver of the navigation and 
vessel inspection laws and regulations 
to the extent considered necessary by 
Commander, Military Sea Transpor
tation Service, or his duly designated 
representatives, to permit vessels op
erated by or chartered on a time or 
voyage basis to the Military Sea 
Transportation Service to carry out 
their assigned missions in support of 
troops deployed under emergency 
conditions. 

Section 1 of the Act of December 27. 
1950 (64 Stat. 1120; 46 U. s. c., note 
preceding 1), states in parL as follows: 

That the bco.d of co.ch department or 
agency responsible for the administration 
of the navigation and vessel Inspection 
laws Is directed t.o waive complhmce wi th 
such laws upon the request of the Secre
tary of Defense to the extent deemed nec
essary In tbe Interest or national defense 
by the Secretary of De!ense. • • • 

In a document published in the Fed
eral Register dated October 12, 1957 
(22 F. R. 8125), the Secretary of De
fense, the Honorable Neil McElroy, 
delegated to the Deputy Secretary of 
Defense, the Honorable Donald A. 
Quarles, full power and authority to 
act for and in the name of the Secre-

1 This Is nlso codltled as 33 CJ.i'R Part 10. 
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tary of Defense and to exercise the 
powers of the Secretary of Defense 
upon any and all matters concern1ng 
which the Secretary of Defense Is au
thorized to act pursuant to law. 

The purpose for the following waiver 
order designated § 154.06, as well as 33 
CFR 19.06, is to waive the navigation 
and vessel inspection laws and regu
lations issued pursuant thereto which 
are administered by the United States 
Coast Guard as requested by the Dep
uty secretary of Defense and to 
publish this waiver In the Federal 
Register. It is hereby found that 
compliance with the Administrative 
Procedure Act, respecting notice of 
proposed rule making, public rule 
making procedure thereon, and effec
tive date requirements thereof, is im
practicable and contrary to the public 
interest. 

By virtue of the authority vested in 
me as Commandant, United States 
Coast Guard, by an order of the Act
ing Secretary of the Treasury dated 
January 23, 1951, identified as CGFR 
51-1, and published !n the Federal 
Register dated January 26, 1951 (16 
F. R. 731>, the following waiver order 
is promulgated and shall be in effect 
indefinitely and until terminated by 
proper authority: 

§ 154.06 Vessels operated by or 
chartered to Military Sea Transporta
tion Service. <a> Pursuant to the 
request of the Deputy secretary of 
Defense, dated August 6, 1958, made 
under the provisions of section 1 of 
Public Law 891, 81st Congress, ap
proved December 27, 1950 <64 Stat. 
1120; 46 U. S. C., note preceding 1 >. 
and his finding that a waiver Is neces
sary in the interest of national de
fense, compliance with the provisions 
of the navigation and vessel Inspec
tion laws administered by the United 
States Coast Guard, as well as the 
i·egulations issued thereunder and 
contained in 33 CFR Chapter I, or In 
this chapter, is hereby waived to the 
extent and upon the terms and con
ditions as set forth in this section, In 
order to permit vessels operated by or 
chartered on a time or voyage basis 
to the Military Sea Transportation 
Service to carry out their assigned 
missions in support of troops deployed 
under emergency conditions. 

(b) An application requesting that 
this waiver be made effective with 
respect to a particular vessel may be 
made by the Commander, Military 
sea Transportation Service, or any 
one of his duly designated repre
sentatives. Except as provided In 
paragrnph <e > of this section, the 
application shall be in writing. The 
application shall be delivered to the 
Coast Guard District Commander or 
to his designated representative at 
the port or place where the vessel is 

located. In the case or a vessel in any 
foreign port or place, the application 
shall be made to the designated rep
resentative of the Commandant at 
such port or place, or if the Coast 
Guard has not established facilities 
in such port or place, to the nearest 
designated representative of the Com
mandant at a port or place where 
such facilities have been established, 
or to the Commandant, U. s. Coast 
Guard. Washington, D. c. Every ap
plication shall: 

(1) Describe the laws and/ or regu
lations by appropriate references 
and/ or subjects with respect to which 
the waiver of compliance is desired; 

(2) Contain a certification that the 
waiver of compliance with such laws 
and/or regulations with respect to the 
vessel involved is necessary in the in
terest of national defense and is 
necessary by the Military Sea Trans
portation Service to carry out an as
signed mission in support of troops 
deployed under emergency condi
tions; 

<3> The name and official number 
of the vessel involved <including the 
names of master, agent, and owner of 
the vessel Involved) ; and, 

(4) For how long the waiver ls 
needed. 

(c) The Coast Guard officer mak
ing the waiver in paragraph <a> or 
this section effective for a particular 
vessel shall immediately prepare, In 
quadruplicate, an order setting forth: 

<1 > The name and official number 
of the vessel involved; 

<2> The laws and/or regulations 
with respect to which the waiver is 
effective; 

(3) The extent to which compliance 
with such laws and/or regulations ls 
waived; and, 

(4) The period for which the 
waiver shall be effective. 

(d) If practicable, one copy of this 
waiver order shall be delivered to 
the master of the vessel involved be
fore such vessel sails. In any case 
where the wa1ver order is not delivered 
to the master, It shall be delivered to 
the owner, operator, or agent of the 
vessel without delay. One copy of the 
waiver order shall be delivered to the 
Commander, Military Sea Trans
portation Service, or his duly desig
nated representative, who submitted 
the application. One copy of the 
waiver order shall be transmitted to 
the Commandant <MVD and the re
maining copy kept on file. 

<e> In any case of extreme urgency, 
Lhe application for a waiver order 
may be made orally and if the Coast 
Guard Dist1ict Commander <or his 
designated representative, or the des
ignated representative of the Com
mandant, or the Commandant, as the 
case may be), determines that the 
conditions in this section have been 
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met, the waiver order shall be made 
effective without further delay, sub
ject to the condition that the applica
tion be reduced to writing and deliv
ered within such period after the date 
of the oral request as the Coast Guard 
officer making the waiver effective 
shall specify in the confirming written 
waiver order. 

(f) No penalty shall be imposed be
cause of failure to comply with any 
provision of law and/ or regulation, 
the waiver of which has been made 
etYectlve pursuant to the requirements 
of this section. 

(g) This waiver order shall remain 
in effect until terminated by proper 
authority and notice of cancellation 
is published in the FEDERAL REGISTER. 
(Sec. 1, 64 S tat. 1120; 46 u. S. C., note 
prec.l) 

Dated: August 29, 1958. 
[SEAL 1 J. A. HlRSHFlELD, 

Rear Admiral, U. S. Coast 
Guard, Acting Commandant. 

[F. R. Doc. 58-7184: FUed, Sept. 4, 1958; 
8:53a. m.f 

EQUIPMENT APPROVED 
BY THE COMMANDANT 

[EDITOR'S NoTE.-Due to space lim
itations, it is not possible to publish 
the documents regarding approvals 
and terminations of approvals of 
equipment published in the Federal 
Register dated September 27, 1958 
<CGFR 58-33) . Copies of these docu
ments may be obtained Irom the 
Superintendent of Documents, Wash
ington 25, D. C. J 

ARTICLES OF SHIPS' 
STORES AND SUPPLIES 
Articles of ships' stores and sup

plies certificated from 1 September 
to 30 September 1958, inclusive, for 
use on board vessels tn accordance 
with the provisions of Part 147 (46 
CFR 146-147) Of the Dangerous 
Cal'go Regulations are as follows: 

CERTIFIED 

Chas. J. Webb Sons Co., Inc., 116 
Chestnut St., Philadelphia 6, Pa., Cer
tificate No. 321, dated 2 September 
1958, CRC. 

The Enequist Chemical Co., Inc. , 
100 Varick Ave., Brooklyn 37, N. Y., 
Certificate No. 322, dated 23 Septem
ber 1958, ULTREX #527. 

A FFIDAVIT 

The following affidavit was accepted 
during the period from 15 August 
1958 to 15 September 1958: 

F. C. Kingston Co., 1007 North Main 
St., Los Angeles 12, Calif., VALVES. 
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MARINE SAFETY PUBLICATIONS AND PAMPHLETS 

The following publications and pamphlets are available and may be 
obtained upon request from the nearest Marine Inspection omce of the 
United States Coast Guard, except for cost publications which may be 
obtained upon application to the Superintendent of Documents, Govern
ment Printing Office, Washington 25, D. C. Date of each publication is 
indicated following title. 
CG No. 1/1/e of fublical/on 

101 Specimon Examinations for Merchant Marino Deck Officers. 1-50 
108 Rules and Regula tions for Military Explosives. 5-15-54 
115 Marine EnginHring Regulations and Material Specifications. 3-1-58 
123 Rules and Regulations for Tank Vessels. 4-1-58 
129 Proceedings of the Me rchant Marine Council. Monthly 

Motorboat Safety. 1957-1958 
169 Rules to Prevent Colllslons of Vessels and Pilot Rulos for Certain Inland Watort 

of the Atlantic and Paciftc Coasts and af the Coast of the Gulf of Mexico. 
4-1-58 

172 Pilot Rules for the Great lakes and Their Connecting and Tributary Waters. 
4-1-58 

174 A Manual for the Safe Handling of Inflammable and Combustible Liquids. 
7-2- 51 

175 Manual for Lifeboatmen and Able Seamen, Qualified Members of Engine 
Department, a nd Tankerman. 6-1--55 

176 load line Regulations. 11-1-53 
182 Specimen Examina tions for Merchant Marine Engineer licenses. 5-1-57 
184 Pilot Rulos for the Western Rivers. 7- 1-57 
190 Equipment lists. 4-1- 5 8 
191 Rules and Regulations for licensing and CertiRcoling of Merchant Marine 

Personnel. 9-1 S-55 
200 Marine Investiga tion Regulations and Suspension and Revocation Proceedings. 

4- 13-53 
220 Specimen Examination Questions for licenses a s Master, Mate, and Pilot of Central 

Western Rivers Veuels. 4-1-57 
227 Laws Govemlng Marine Inspection. 7-3-50 
239 Security of Vessels and Waterfront Facilities. 7-1- 58 
249 Merchant Marine Council Public Hearing Agenda. Annually 
256 Ru les a nd Regulations for Passenger Vessels. 3- 1-57 
257 Rules and Regulations for Ca rgo and Miscellaneous Vessels. 6-1-55 
258 Rules and Regulations for Uninspected Veuels. 7-1-55 
259 Electrical Engineering Regulations. 6- 1-55 
266 Rules and Regulations for Bulk Grain Cargo. 2-13-53 
267 Rules and Regulations for Numbering Undocumented Vessels. 1-15-53 
268 Rules and Regulations for Manning of Vessels. 9-3-57 
269 Rules and Regulations for Nautical Schools. 11-1 -53 
270 Rules and Regulations for Morino Engineering Installations Contracted for Prior 

to J uly 1, 1935. 11-19-52 
290 Motorboats. 7-1-58 
293 Miscellaneous Electrical Equipment list. 4- 1 5-58 
320 Rules and Regulations for Artiflclol Islands and Fixed Structures on the Outer 

Continental Shelf. 1-2-57 
323 Rules and Regulations for Small Passenger Vessels. (Not More Than 65 Feet 

in length) 6-1-58 

omc1al changes in rules and regulations a.re published in the Federal 
Register, which is printed daily except Sunday, Monday and days follow
ing holidays. The Federal Register is a sales publication and may be 
obtained from the Superintendent of Documents, Government Printing 
omce, Washington 25, D. C. It ls furnished by mail to subscribers for 
$1.50 per month or $15.00 per year, payable in advance. Individual 
copies desired may be purchased a.s long as they are available. The 
charge for individual copies of the Federal Register varies in proportion 
to the size of the issue and wlll be 15 cents unless otherwise noted on the 
t.able of changes below. 

Changes Published During September 1958 

The following has been modified by Federal Register: 
CG 176, CG 190, CG 256, CG 257, CG 258, CG 259, CG 269, and CG320 
Federal Register, September 6, 1958. 
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SIS ATLANTIC ENTERPRISE 

PARTICULARS 

• length overall-641 feet. • Builders-Sun Shipbuilding & Drydock Company. 
• length between perpendiculars-615 feet. • Hom e port-Wilmington, Del. 
• Beam, molded-84 feet . • Keel laid- May 14, 1957. 
• Propulsion-single-screw turbine-14,850 SHP, • launched-March 26, 1958. 

max.-13,500 normal. • De livered to the Atlantic Reflning Company 
• Contract speed 16.5 knots at 100 RPM. 
• Total cargo capacity-251,000 bbls. 

July 11 , 1958. 
• Estimated cost of sh ip-$ 10,000,000. 

• Gross tonnage-18,347. • Official number-276911 . 
• Net tonnage-11 ,995. • Signal and radio-Call lette rs KAlC. 
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