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NATIONAL
MARITIME DAY

May 22 of each year has
bheen designated National
Maritime Day to com-
memarate our Merchant
Marine. We in the Coast
Guard are proud lo take
part in this nationwide
acclairm.

In 1819 the original Savan -
nah opened a new era in
transportation by making
the first steam-powered
transoceanic crossing.
Now, 139 years later, Amer-
ican merchant shipping is
once again demonstrating
its imagination and enter-
prise by starting the con-
struction of a new Savan-
nah —the first nuclear-
powered merchant ship.
By this action, United
States shipping is mark-
ing another historic mile-
stone inwaterborne trans-
poriation.
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NATIONAL MARITIME DAY, 1958

BY THE PRESIDENT OF THE UNITED STATES OF AMERICA
A PROCLAMATION

WHEREAS a strong American Merchant Marine is essentiol to the econemy and security
of the free world; and

WHEREAS 1958 marks the year in which the keel of the N, 5. Sovannah, the world's
first nuclear-propelled merchant ship, will be dedicoted by the people of the United States
to peaceful rade and commerce; and

WHEREAS the Congress, by a joint resolution approved Moy 20, 1933 (48 Stat. 73],
designated May 22 as Mational Maritime Doy, in commemoration of the departure from
Savannah, Georgla, on May 22, 1819, of a vessel, also named the Sovannak, on the first
fransoceanic voyage by ony steamship, and requested the President to issue a proclama-
tion annually calling for the shservance of that day:

NOW, THEREFORE, |, DWIGHT D. EISENHOWER, President of the United States of
America, do hereby urge the people of the United States to honor our Merchant Marine on
Thursday, May 22, 1958, by displaying the flag of the United States at their homes or cther
suitable places; and | direct the appropriate officials of the Government to arrange for the
display of the flag on all Government buildings on that day. | also request thet all ships
sailing under the American flug dress ship on the twenty-second day of May in tribute to the
Americon Merchant Marine.

IN WITNESS WHEREQF, | have hereunto set my hand and cavsed the Seal of the United
States of America to be aflixed.

DONE at the City of Washingten this tenth day of April in the year of our Lord nine-
teen hundred and fifty-cight, and of the Independence of the United Stotes of America the
one hundred und eighty-second,

ISEAL] DWIGHT D. EISENHOWER

By the President:

JOHN FOSTER DULLES
Secretary of State

2 May 1958




WOODEN WALLED HYGIENE

Seamen wha hearken to the “‘good old days' will give pouse when they read this revealing article by

C. 5. Forester on the probl

1an.

s of ship

Probably best known for his “Hornblower™ stories,

Mr. Forester writes here of the lesser known “‘perils of the sea” which beset mariners until the advent

of modern public health procedures,

New, No. 202, 1957, published by Abbott Laborateries, North Chicage, 1ll,

By C. 5. Forester

HERE ARE some of the thoughts of
British admirals and captains, during
the French wars, regarding the health
of their men.

“The Commander in Chief not only
rescinds the general order now in
force respecting the washing of the
decks in the middle watch, but hereby
prohibits its being done before sun-
rise, and the men employed on this
duty are to pull off their shoes and
stockings that their feet may not con-
tinue wet longer than may be neces-
sary.” This particular order was is-
sued in 1801, atter the war had been
going on for 8 years. It should be
pointed out that the middle watch
lasts from midnight until 4 in the
morning; very little record survives of
the thoughts of the men who for 8
years had fo busy themselves with
washing decks from midnight on-
ward, on occasions in snow and storm
througsh wartime necessity British
ships of war spent far longer at sea
than ever they did in harbor.

“Fires are never to be neglected
when fuel can be procured.” The sec-
ond half of this order was the really
important one; firewood ranked along
with drinking water as the principal
consumable store on hoard ship, hard
tao procure, bulky to store, and con-
stantly in demand for cooking. The
two were linked together not merely
in the minds of the captains but by
hyphens in official documents, so that
o captain might point ouft that his
ship was the next on the list for
“wood-and-watering,”

The supplies of bread and of meat
that a ship could earry could be
measured in months, the supplies of
wood and water only in weeks. Nat-
urally, captains were always careful
regarding fuel; fires below decks {on
tubs of sand) were so rare that sea-
men went all their lives without see-
ing one. In any case, so great were
the chances of setting fire to the ship,
and the difficulty of ventilatian, that
a fire below could only be risked in
the finest weather or in harbor, when
the hatchways could be open and
there was no chance of the fire being
spilled out on the flammable deck.
In bad weather any heating below
was unthinkable, and it was then that
heating was desirable,
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This articie and the illustrations are reprinted courtesy of What's

LEAKY WOODEN SHIPS

Wooden ships nlways leaked, and
the worse the weather the more they
leaked as the rolling worked on the
seams, not only below the waterline
but above it. Water spouted every-
where; everything was wet—decks,
bedding, and the pitiful reserves of
clothing—and with the hetches closed
nothing could dry. A certain pro-
portion of men had always to bhe on
deck: frequently every available hand
had to ascend the rigging to handle
the sails—rigging and sails frequently
glazed with ice—to descend shivering
when the crisis moderated to try to
rest in wet clothes between wet
blankets and under dripping decks.

It can easily be understood in con-
seguence why examination of the doe-
uments of the time reveals that the
most frequent reason for discharge on
the grounds of ill health was rheu-
matism; in fact, rheumatism ne-
counted for many more discharges
even than wounds, and far more than
all the other discharges put together.
The old sailor who survived the wars
iz almost invariably described as
“rheumaticky.” It must have been a
happy moment when harbor was
reached or the weather moderated and
hatehways could be opened, and the
niggardly captain granted permission
to licht fires below decks, and there
was an opportunity to dry out. Even
then the accumulated deliquescent sea

salt in bedding and clothing never
allowed the material to become quite
dry, and in any case, in a ship
crammed with men, the fires helow
decks were of more importance be-
cause they hastened ventilation and
the change of the air long breathed
under closed hatches, Hence another
order deserves note,.

AIR WAS FOUL

“Smoke of Piteh, Sulphur, or To-
bacco will be found to be salutary,
likewlse whitewashing wilth Lime or
Vinegar, when time and circum-
stances admit.” Air below decks was
always foul. The men lived crammed
together; a width of 22 inches per
hammock was a generous allowance,
and one of 18 inches was not unusyal.
The men ate there and slept there,
Down belaw them in the bilge eddied
the last inches of water which the
pumnps could not reach, growing more
and more foul; above the bilze were
the storerooms whose contents con-
tributed to the stenches that leaked
upward, and the timbers of the ship,
honeycombed with age—some ships
lived to be a hundred years old—con-
stituted ideml material for the stor-
age and slow emission of odors.

It was hardly surprising that the
invariahle practice prevailed of re-
placing one set of odors by another—
a practice not unknown to later gen-
erations, either. But in Napoleonic
times the men were at least fortified
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by the thought that some smells were
conducive to health, like those of
piteh or sulfur or tobaceco, and some
deleterious, like those of bilge water
or decaying cheese, and they could
open their lungs and breathe in the
fumes of smoldering pitch in the com-
forting certainty that they were do-
ing themselves a great deal of good.
Occasionally, although rarely, we even
find captains ordering small charges
of gunpowder to be exploded below
decks, and in the Esser, on her his-
toric Pacific voyage, it was the prac-
tice to carry round a red-hot cannon-
ball, pouring vinegar on it from time
to time, Captain Porter of the Es-
sex, it should be noted, was asbon-
ishingly successful in maintaining the
health and spirits ol his erew.

But vigorous and continued use of hot
irons (heated in the galley by an
obliging cook) upon the seams of the
clothing at least helped to keep body
lice within reasonable bounds; it was
almost impossible to devise any effec-
tive system to counteract bedbugs,

BED BUGS, TOO!

Every wooden ship had them: today
we can read the bitter complaint of a
captein who assumed command of a
brand-new ship straight from the
yard and discovered that bedbugs
were there before him, introduced,
presumably, by dockyard Thands
sleeping in the uncompleted hull. Al-
most the only actionn that could be
taken against them was to paint them
into the woodwork—a fresh coat of

yard had been able ta do to them, some
months before DDT and its related in-
secticides came into use. The writer
witnessed the efforts of the doctor to
poison the ereatures and of the infuri-
ated executive officer to suppress them
by painting them in or washing them
out in just the same way as his pred-
ecassors of a century and a half be-
fore had attempted to do, but even in
a steel ship those efforts were not com-
pletely effective—a day or two later
the things would be reported again,
often in some entirely different part
of the ship. She sank in the end, glo-
riously, at Anzio, and presumably the
bedbugs went with her, unless by that
time she had been able to secure some
of the new-fangled DDT and put it to
use,

IN THIS CUTAWAY VIEW of a French twodecker, similar also to British and Duich types, AA are boats hanging at their scantlets; BB, stern-
galleries; C, rudder; D, poop; E, hammocks; F, the first battery; G, second battery; H, third {half) battery; K, davits, with anchor; 1, sailars
on the main top; 2, men drying sails; 3, hoisting signal flags; 4, tarring bowsprit; 5, lowering water casks through main hatch; &, surgeen
examining the sick; 7, dining room; 8, captain’s cabin; 9, galley; 10, midshipmen's cabin; 11, sailer's quarters; 12, drilling ot guns; 13, officers’
cabin; 14, officers’ messroom; 15, hospital; 16, drilling the marines; 17, sailors at dinner; 18, repairing sails; 19, provision room; 20,
sickroom; 21, small boat; 22, sail and rigging room; 23, prison; 24, shot ond rigging room; 25, wine and spirits raom; 26, powder maga-
zine; 27, tackle room; 28, general storercom; 29, catile stalls; 30, fodder reem.

FLEAS AND LICE COMMON

Yet there was another aspect to this
question, one which is discussed re-
markably rarely in the literature of
the period. It was believed, or at least
hoped, that these fumes were ellective
in keeping down the parasites that in-
fested the crews. In those intensely
crowded conditions lice and fleas mul-
tiplied, and hedbugs found ideal con-
ditions in wooden ships full of men.
There were almost no facilities for
bathing, and many of the men wore
their hair long. It was impossible for
the men not to be lousy and fAeabitten.
Some captains conducted long cam-
paigns against parasites, but they
were in the minority and they met
with little sucecess. Fleas and lice
were not at all uncommon in civilian
life, and their occurrence was looked
upon as usual, unavoidable, in much
the same way as the present genera-
tion regards the common cold; it was
an attitude that helps to account for
the rarity with which memoirists
trouble to mention such infections.
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paing at least kept them confined for
a time until they found their way out
again, either by their own efforts or
as a result of the working of the ship’s
timbers at sea and the conseguent
flaking of the paint encugh for them
to find a passage. The whitewashing
with lime, already referred to, consti-
tuted another effort to restrain the
action of bedbugs.

In parentheses, the present writer
may perhaps be excused for introdueg-
ing a personal reminiscence. He
sailed in a British cruiser on one gc¢-
casion early in Hitler’s war. She had
emerged badly batlered from the
Mediterranean cempaign, to be re-
fitted — practically rebuilt—in an
American navy vard, where, under
lend-lease, she had received every at-
tention that modern science could de=-
vise, Yet within a few days at sea,
bedbugs appeared—+they haed been in-
troduced on board long before when
she had conveved from Crete some
hundreds of refugees fleeing before
the German invasion, and they had
suryvived everything the American

So that in wooden ships bedbugs
had simply to be endured; it is to be
doubted if the fumes ol burning sul-
fur or pitch had any eflect on them
whatever in the concentrations that
could be employed. The fumes might
possibly kill a few rats—rats, of
course, were another of the plagues
that helped to make life uncomfort-
able at sea, and that plague has not
been entirely eliminated to this day.
Provisions, if not in wooden kegs, were
stored in canvas or sacking bags, so
that the rats never need go hungry,
and even English ook could not pre-
vent them from establishing runways
where they chose. They were trapped
and hunted in a halfhearted fashion,
or in a sporting fashion; to plenty of
men on board, who had been living for
months on salt beef and salt pork, a
fresh-killed roast rat was a delicacy
to be sought after as a welcome
change of diet. But mostly they were
tolerated as one more of the inevitable
accompaniments of life at sea by men
who not unusually went for years, lit-
crally, without setting foot on land.
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SEA WAS HEALTHY

In that connection it is significant
that commanding officers who were
concerned about the health of their
men were always glad to keep them at
sea, despite what has already been
said in this article about conditions
on board. In Nelson's letters there
are frequent remarks to the effect
that, after s few months at sea, the
health of the men was never better.
The weaklings and the diseased had
been weeded out; constant vigorous
exercise had brought the remainder to
a hiegh level of fitness, and strict quar-
antine precautions prevented the in-
troduction into the fleet of e¢pidemic
diseases by the store ships which
brought fresh food and constituted
their only link with the shore.

In a sensoned squadron the propor-
tion of sick was astonishingly small,
very frequently less than 1 percent,
and ecould bear comparison with the
statistics of fleets in our own day. Yet
naturally when disease appeared it
was terribly diflicult to stamp out.
Naval history abounds with examples
of expeditions that failed as a resull
of epidemics among the crews; British
failures were mostly confined to trop-
ical seas and were occasioned by yel-
low fever and malaria, but England
was actually saved from terrible dis-
aster at the crisis of the American War
of Independence by an epidemic that
broke out in the combined French and
Spanish fleets that threatened to seize
command of the narrow seas around
Britain. It was undoubtedly typhus;
it made its appearance first in the
Spanish  vessels—presumably the
Spanish authorities had employed a
usual method of bringing their crews
up to full complement by emptying
the local jails—and crept from ship
to ship and from squadron to squad-
ron as visitors between ships conveyed
their lice to uninfected vessels.

DEATH RATE HIGH

Unfavorable weather and indecision
in the higher command led to delay
and gave the disease full opportunity
to do its worst. The mortality rate
Was enormous, averaging perhaps 50
percent, while some ships lost nearly
all their men. Weakened crews meant
further delay, and with the exhaustion
of fresh provisions scurvy next ap-
peared to force the ships back o har-
bor with nothing achieved. All this
took place in a single short summer,
during which the British monarchy
might have been brought down in
ruins. England, which had once,
after the defeat of the Armada, issued
a medal with the inscription “God
blew with his winds and they were
scallered™ might well have now issued
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another saying “God sent lice and they
died.” The allied fleets never re-
covered from their losses, and Eng-
land had time to build up her strength,
and has never been, not even in 1940,
in such acute deneer again,

The scurvy thot afflicted the allies
was by now a disease so well under-
stood (thanks largely to Captain
Cook’s research on the subject) and
the preventive methods so well known,
even though the word “vitamin” had
not yet been invented, that it only ap-
peared in voyages of exceptional
length or when o captain or edmiral
had been timorous about ordering a
sufficient supply of expensive fresh
vegetables for fear of a reprimand
from a niggardly home government.
The British squadron under Lord
Keith which had assisted in the cap-
ture of Good Hope sailed from there
on October 7, 1796, and encountered
forthwith & succession of furious
gales which prevented making the
usual calls at St. Helena or the Azores.
The result was that Keith arrived in
sight of Ireland on December 23 after
11 weeks at sea, with scurvy rampant
among his men; in his own graphic
words, “the sails had been blown from
the yards in consequence of the weak-
ness of the men, who could not fasten
them.” It was a snowstorm that did
this, and it was not so long since Keith
had crossed the Equator!

SIX CHESTS OF LEMONS

But that was the least of Keith's
troubles; his arrival coinecided with
that of a powerful French squadron
convoying a force destined for the in-
vasion of Ireland, and his ships were
the only ones available to oppose the
attempt. Luckily the easterly gales
hindered the French as much as they
did Keith, and luckily, too, Keith fell
in with the merchant brig Hope com-
ing round from the Mediterranean.
It was the Hope’s cargo that enabled
Keith to get his men on their feet
again; the weakness that is one of the
outstanding symptoms of scurvy made
them literally incapable of working
the ships. The master of the Hope
Was eVen more nervous about “break-
ing bulk™ (disposing of any of his
cargo) fthan is the master of any
merchant ship today: he feared pos-
sible charges of frading with the
cnemy in addition to the other legal
complications. There exists to this
day Keith's letter to the master, and
here it is.

Sir, Whereas the sea scurvy
hath made 8 rapld progress
amongst the crew, invalids and
prisoners embarked in His Maj-
esty's ships Monarch and Daphne,

I request that you may supply
surgeon of the Monarelt with Six

chests of lemons for the use of
the gick, for which your owners
will be paid the market price at
the time of the shlp's arrival, or
any other reasonable compensa-
tion, by the Board of Sick and
Wounded; and there can be no
reason to doubt that this letter
wliil be sufficlent sanction ot the
Custom House for your having
broken bulk,

It was those six chests of lemons
that balked the French invasion of
Ireland.

Perhaps this article can most fit-
tingly end with a letter addressed to
Keith 18 wyears later, by one of his
captains,

My Lord, & fair trial has been
made on board this ship of the
meat preserved in tin cases, from
which the sick and convalescent
have derived great advantage.
On opening the cases, the meat
was perfectly good and I am of
opinfon that a supply of 1t to
H. M. ships and vessels on long
voyages and in warm climates
would be attended with great
benefit to invalids.

That is the earliest letter that can
pe traced concetrning the new dis-
covery regarding the preservation of
food which was to render the harness
cask and the beefl tub obsolete,

NOTICE

It is required by the regulations of the
Joint Committee on Printing, Congress of
the United States, that the mailing list for
the Proceedings of the Merchant Marine
Council be revised annually to determine if
the publication still is desired by the per-
sons to whom it is addressed.

All addressees on the mailing list for
the Praccedings are requested to review
their requirements and advise the Com-
mandant (CMC), U. 5. Coast Guard, 1300
E Street NW., Washington 25, D. C., of
any changes desired.

Only a limited number of this publica-
tion are published eoch month. Its dis-
tribution Is accordingly limited to those
concerned with marine safety or engaged
in activities ynder the cognizance of the
Coast Guord.

The revision will assist vs to eliminate
waste in Government funds caused by the
publication being Improperly addressed or
mailed to persons no longer desiring them.
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COAST GUARD INAUGURATES VESSEL REPORTING PROGRAM

ON JULY 1, 1958, the Coast Guard
will inaugurate a. voluntary merchant
vessel reporting program for ships of
all nations crossing the North Atlantic
Ocean, including the Gulf of Mexico
and Caribbean Sea,

Designed (o0 provide the Coast
Guard with accurate and up-to-date
information for use in distress cases,
the program depends on the coopera-
tion and participation of all merchant
vessels that traverse the areas indi-
cated on the chart reproduced on the
Qpposite page.

By law and {radition, the Coast
Guard attempts to aid any person,
vessel, or aircraft in distress any-
where on or over the high seas. This
aid, regardless of nationality, is
limited only by the facilities avail-
ahle.

Under the National Search and
Rescue Plan, or National SAR Plan,
the Coast Guard has been delegated
the responsibility for coordination of
search and rescue over the maritime
regions defined as “The waters sub-
ject to the jurisdiction of the United
States; the territories and possessions
of the United States (except Canal
Zone and in the inland areas of
Alaska} and the high seas.”

The Coast Guard can do a beller
job and render assistance faster if
earlier information can be obtained
as to where o distress case is oceur-
ring and how close the nearest help
is to the scene. With this informa-
tion compiled in one location, the task
of directing the rescue attempt will
be simplified.

This new system is being initiated
in the hope thot ell vessels will want
to take part in the program, not only
25 a source of protection to them-
selves but also to increase their ef-
fectiveness in the event they are
called upon to aid those who may be in
distress.

The plan has been set up to include
several important aspects:

® |t is voluntary.

® There is no cost to reporting ships.

® Information received will not be
made public except when nec-
essary in on octual rescue cose,

WHO WILL REPORT AND WHEN

A vessel bound eastward from o United States
port

(a) When departing the har-
bor entrance.

(b) When entering SAR Area
1 (67th meridian).

{c) When departing Maritime
Region.
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A vessel bound westward en route United
States port

{a) When entering Maritime
Region.

(b} When entering SAR Area
2 (67th meridian},

(c) When arriving at harbor
entrance.

A vessel bound coast-wise

() When departing harbar
entrance.
{b) When arriving at harbor
entrance.
A wvessel en roule through Maritime Region
not teuching the east coust of Narth America
ta) When entering North At-
lantiec Maritime Region.
(b} When entering new SAR
Area (crosses 6Tth meridian).
(c) When departing North At-
lantic Marilime Region,
WHERE THE PLAN WILL BE IN EFFECT
The North Atlantic Maritime Re-
gion is shown on the attached chart.
The region is divided into two areas
shown as Search and Rescue Area 1
ond Search and Rescue Area 2 (ab-
breviated “BAR Area 1” and “SAR
Area 2"y, The dividing line between
the two areas is the §7th meridian.

WHAT TO DO IF PLANS CHANGE

If a vessel does not maintain a
course or speed because of bad
wenther or some other reason and
is more than 25 miles from its pro-
jected position, a special report should
be made as shown in the attached
Radio Operating Instructions. When
ahle to resume coursc and speed,
another message should be sent with
the latest information.

WHERE THE REPORTS WILL GO

Reports are to be addressed to
United States Coast Guard, New York,
N. Y. Tpon receipt in New York, the
information in the reports will be
plotted and by means of a machine
computer will be kept up to date,
ready for instant use in case of
distress.

HOW OTHER REPORTS ARE AFFECTED

United States Federal Regulation
(33 CFR 124} requires that merchant
vessels must give 24 hours’ advance
notice for mrrivel in United States
ports, but the required information
can be included in these voluntary
position reports and a separate mes-
saze 15 not required.

OTHER INFORMATION

(a) By sending all messages
via United States Coast Guard

ship or shore radio station,
there will he no cost to the
sender.

(b} By sending messages only
when the radio officer is on
regular watch after crossing
into an area or before arriving
off a harbar, no additionsal radio
watches are necessary.

{¢) By being a part of this pro-
gram there should not be any
conflict with the provisions of
the International Conference
for Safety of Life at Sea, 1948.

DETAILED RADIC QOPERATING [NSTRUCTIONS
TO MERCHANMT VESSELS

1. These instructions are intended to
provide the master and radio offi-
cers of merchant vessels information
pertaining to communications facili-
ties available for handling Merchant
Ship Reports.

2. Communications will be in accord-
ance with Internations]l Telecom-
munication Convention (Atlantie
City, 1947), as amended by ITU
Buenos Aires 1952, and amplified by
these instructions.

3. United States ocean station wves-
sels and Coast Guard radio stations
listed herein and United Stales Coanst
Guard cutters en route to and from
ocean stations will accept merchant
ship reports in the medium frequency
band of 415-485 kc./s., listening for
initial calls on 500 ke./s.

4, Due to communication distances
involved, certain Coast Guord radio
stations, as indicated in paragraph 14
of these instructions, will listen for
calls and accept messages in the 4-,
8-, and 12-mec./s. calling ond working
bands. Merchant vessels are encour-
aged to use the high [requency facili-
ties where practicable in passing re-
ports to United States Coast Guard,
New York.

5. Merchant vessels are requested to
attempt initial contact with one of
the Coast Guard units listed herein.
However, the general call to "“Any
shore Coast Guard Radio Station
{(NCG) " is encouraged when it cannot
be readily determined which may be
the most approprinte Coast Guard
unit to call.

6. To assist merchant vessels in deter-
mining the Coast Guard unit with
which they may mosi likely be ahle
to communicate, all stations listed
herein except Ocean Station Vessels
4YB, 4YC, 4YD, and 4YE will trans-
mit a call to all ships (CQ} on thelr
(Continued on puge §Y)
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TRADITIONS OF THE SEA

THE ROLL of American seafarers
who have performed their duties in
an outstanding and meritorious man-
ner in accordance with the highest
traditions of the sea is long but never
completed.

The names of Capt. Paul R, Jones,
Jr., of the S8 Limon and his erew have
a distinguished place on this honor
roll for rescuing the 13-man crew of
the battered and sinking tuna clipper
Sun Paciflic.

Causht by the last and most de-
structive hurricane of the 1957 season
ofl the Gulf of California, the sink-
ing Sun Pacific was able to reguest aid
from the passing Limon by blinking
light. The short-lived hurricane
which killed eight men when the Ma-
zatlan jail blew down and sank or
beached 40 small boats in that area,
ripped away the Sun Pacific’'s boats,
stove in hatches and doors, and left
the tuna boat at the mercy of winds
of over 100 knots and seas 50 feet in
height.

Captain Jones quickly had ladders,
nets, and lines rigged over the side.
Lines were attached to life rings, and
rafts were made of banana gratings.
“It was next to impossible to launch
a boat as seas and swells were running
more then 30 [eet high,” he said.

Fleven men jumped from the sink-
ing fishing boat and were quickly
taken aboard the Limon. The re-
meining two men stayved aboard as

A HAPPY ENDING for the hurricane tossed crew of the Sun Pacific.

Capt. Pavl R. Jones, Jr.,

of the 55 Limon is pictured with the 13-man crew he rescved off the Gulf of Colifornia.  The
only injury suffered in this feat of seamanship was to Captain Jones who suffered a bruised

head and back.

long as possible and they too leaped
inte the water,

“By waving to the two men they un-
derstood we wished them to try and
keep close together. We knew the

PREPARING TO COME olongside the foundering tuna clipper Sun Paocific, the 55 Limon is
pictured with the crew making up rofts from banana gratings and standing by to lend a hand.
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All photographs courtesy United Fruit Co.

men could not survive long in the sea
and an aftemnpt had to be made at
once to pick them up,” Captain Jones
remarked.

“By driving the Limon full ahead
on the starboard engine, we broke her
around to clear the wreck, then full
astern on the port engine, and swung
the bow down toward the two men.
One made the ladder at once, but the
other was so exhausted he could not
even cateh one of the buoys that were
Hoating within inches of him. As
the bow fell toward him, his shipmate
on the ladder was able to assist him.
QOur crew lowered a bosun's chair, and
the man was hauled over the ship's
side in this manner. Altogether, the
rescue operations took only 12 min-
utes; it seemed like hours,” Capiain
Jones concluded.

Ironically, the only injury suffered
in this rescue was sustained by Cap-
tain Jones. He hurt his back, head,
and hand directing the involved op-
erations.

Recognizing his expert ship han-
dling, foresight, and sound judgment,
Captain Jones was presented with the
United Fruit Company Gold Medal
for Meritorious Service at Sea. His
actions and that of his crew were In-
deed in keeping with the finest tradi-
tions of the United States merchant
marine. '
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L. H. Quackenbush, general chair-
man of the Marine Section, has an-
nounced that there will be a separate
panel session devoted to Accident Pre-
vention in Stevedoring at the Marine
Section’s meeting during the 1958 No-
tional Safety Coneress in Chicago.
This session will be held on Tuesday
morning, October 21. All members of
the Marine Section are encouranged to
attend.

The establishment of a full session
for stevedores recognizes the impor-
tance of active participation by this
industry in the Marine Section's ac-
tivities in aeccident prevention, and
also the stevedoring industry’s urgent
need for intensified safety activity.

[ * *

The erew of the MV Chippewa was
honored with a dinner by the Ash-
land 0Oil & Refining Co. for their
safety record on the Illinpis Water-
way. The crew recorded 699 days
without a lost-time accident, it was
reported.

. % *

Ground is expected to be broken
late this spring for a 750,000 mer-
chant marine memorial chapel. It
will be bhuilt on the campus of the
United States Merchant Marine
Academy, Kings Point, Long Island.

The edifice would be a memorial to
the 6,069 merchant seamen who lost
their lives in World War II. Among
those lost were 212 cadets and grad-
uates of the school

] * *

The largest Italian-built passenger
liner in more than a quarter of 2 cen-
tury, the 32,000-ton Leonardo da
Vinei, is bepinning to assume the gen-
eral profile she will have in 1960 as the
new flagship of the Italian Line. The
keel of the new liner was laid down at
the Ansaldo Ship Yards in Sestri,
Ttaly, a suburb of Genon, Her comn-
pletion and maiden voyage are sched-
uled for early in 1960. The largest
Ttalian passenger liner was the com-
pany’'s 51,000-ton Conte di Savoiag,
which was huilt in 1932,

* * "
The Cunarder Queen Mary returned
to transatlantic service after an over-
May 1958
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CAPT. D. E. WILTSHIRE and crew of the 55 American Importer win the first United States Lines

Safety Award.

Capt. Jones F. Devlin, vice pr

t—operati for the company, is pictured

et the left presenting the award at ceremonies aboard the ship in recognition of the lowest

injury frequency rate in the fleet during 1957,

Thirteen vessels were tied with only one

lost-time injury each, but the American Importer headed the list with a frequency rate of 2.06.

Photo courtesy United States Lines.

haul which included the installation
of two sets of Denny-Brown stabilizer
fins.

The superliner will have four fins,
two on either side, one pair forward
of amidships and the second ahout
midships. The installation will be
similar to that aboard the Cunard’s
Queen Elizabeth,

The Maritime Administration an-
nounced award of a research-and-
development contract to Aerojet-
Greneral Corp. of Azusa, Calif., to ex-
plore the feasibility of a high-speed
suhsurface commercial hull form that
could be used to further develop the
speed capability of nuclear-propelled
merchant ocean craft.

This project is a preliminary step
in scientific exploration by the Mari-

time Administration looking forward
to the possible development of a fast
subsurface ship, employing water-jet
propulsion of advanced concept. Tf
this proves feasible, at a later dafe,
the adaptation of nuelear power to
this craft may be ¢onsidered.

- * &

The modern version of the river
towhoat took its place on Capitol Hill
alongside the symbols of other forms
of transportation with a presentation
to the Senate Interstate and Com-
merce Committee on March 17 of a
model of the towboat Lachlan Mac-
leay.

The replica of the towboat was pre-
sented to Senator Warren Magnuson,
of Washington, who is chairman of
the Senate committee, for display in
the hearing rooms of the commitiee.
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Q. Describe briefly the action of
4 solenoid- or magnetic-type brake
used on electric winches and other
electric-motor-driven machinery to
brake the machinery when the switch
is in the neutral or off position.

A, Solencid- or magnetic-type
brakes are held in the braking posi-
tion by springs when the switeh is in
the neutral or off position. When the
current is switched on operating the
winch, the solenoid or magnet oper-
ates to compress the spring and re-
lease the braking action on the winch.

Q. Describe the various methods
employed to absorb rudder shocks
and prevent their being transmitted
to the steering machinery.

A. Eleetrohydraulic steering gear
is normally fitted with pressure re-
lief valves which operate when ex-
cessive pressures are developed in the
cylinders of the ram. The valves are
fitted with cross-connecting lines to
other eylinders in the system.

Quadrant-type gear, actuated by
steam or electric, are normally fitted
with heavy buffer springs between the
tiller arm and the quadrant. The
quadrant, which is geared to the ma-
chinery, should not be keyed to rud-
der stock, but move Ireely, transmit-
ting its turning toraue through the
heavy buffer sprines to the tiller keyed
to the stock, and receiving shock
dimimished and absorbed hy the
springs between tiller and quadrant.

Steering gear actuated by chains,
wire, or rods from a winch are usually
fitted with spring-type shock absorb-
ers, and may also have ahsorbers be-
tween quadrant and tiller as well.
During heavy weather some vessels rig
relieving tackles in an effort to sup-
plement the usual equipment.

Q. (p) Within what length of
time should a properly operating
steering engine be able to put the
rudder from hard over on one side to
hard over on the other side with
the vessel going full speed ahead?

(b) In the cvent of o fireroom
fire, what provisions are available to
shut off the fuel pumps?

A, (a) The engine should be
capable of putting over the rudder at
an average rate of 2%° per second;
that is, 30 seconds from 35° on one
side to 35° on the other side.

(b)Y Service oil pumps shall be
equipped with means of control from
a readily accessible position outside
of the boiler room, which will always
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be accessible in the event of fire oc-
curring in the compartment in which
the pumps are located.
Q. Why must
welding of padeyes or other fittings on
a vessel's structure be avoided, even
when no fire hazard is involved?

indiscriminate

A. Indiscriminate welding of
padeyes or other fittings on o ship's
structure should he avoided, even
when no fire hazard is involved, be-
cause such weldments may form
notches or geometric discontinuities
in the ship’s structure which may be-
come stress concentration points that
increase the likelihood of fractures.

Q. Degcribe the effect of “syn-
chronism’ on the rolling and pitching
of a vessel in & seaway and state how
it can he avoided.

A. “Synchronism” is when the
rolling or pitching period of the vessel
coinecides or nearly coincides with the
apparent wave period, This causes
the rpll or pitch of the vessel to be ac-
centuanted increasingly until the syn-
chronism is broken.

When heavy rolling or pitching of
a vessel at sea is due to synchronism
between the rolling or piteching period
and the apparent wave period, a
change of course or speed will usually
alter the apparent wave vperiod and
break the synchronism. A reduction
in vessel's GM will increase the ves-

sel’s natural period and thus provide
o means of avoiding synchronism.

Q. Will a vessel with negative GM
always capsize? EXPLAIN YOUR
ANSWER!

A, A vessel with negative GM will
not always capsize.

The GM is a measurc of initial
stability for small angles of inelina-
tion. Beyond these small angles the
height of the metacenter will usually
rise as the waterplane broadens. The
curve of statical stability will usually
show positive righting arm at larger
angles and the vessel will usually
“lol1” from side to side to the angle
where positive rightine arm is devel-
oped.

If there is no point where positive
righting arm is developed or if the
righting moment is of insufficient
magnitude to resist the ineclining
forces, the vessel will capsize.

@ What precautions are usually
taken on vessels loading bulk cargoes
susceptible fo shifting, such as grain,
to preserve transverse stability?

A. When bulk cargoes susceptible
to shifting, such as grain, are loaded,
vessels usuelly are provided with
shifting bhoards and feeders. The
shilting boards act as longitudinal
bulkheads to reduce the width of the
“free surface” of the cargo and feed-
erg keep the compartment full as the
material settles.

SHIP CONSTRUCTION

Q. (a) What is the objection to a direet whistle pull such as illustrated
below when the distance "I exceeds 15 feet?
(1) In the event an emergency cable pull was necessary, how might
the faults of such a direct rig be minimized?

A, (a) A direct whistle pull over 15 feet in length would be subject to
variable load from wind and rell which might cause the whistle to blow at a
time when this was not desired. The weight of the pull hanging in a catenary
might necessitate such resisting tension in the spring as to make blowing

the whistle difficult.

(h) Anemergency rig employing a supporting cable with suitably spaced
bearers helding the pull cord would eliminate some of the faults of a direct

lead.
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Annual statistics published by the
Liverpool Underwriters’ Association
include the more important marine
casualties for 1957, and reveal that
51 vessels were listed as tofal loss
from founderings, strandings, colli-
sions, contact damage, fires, missing,
and machinery damage.

Of this number, four American-flag
vessels are listed—the Belvedere, Pa-
cific Queen, USNS Mission San Fran-
cisco, and the TSNS Mission San
Miguel,

In 1957, 26 radar-equipped vessels
totaling over 226,000 gross tons were
included in the more important total
and partial losses posted by the asso-
ciation under the heading “Collisions.”
This prompted the underwriting or-
ganization to make the following re-
mark:

This is not a condemnation of the use
of radar, neither is it suggested that the
vessels involved were in fact using radar
at the time of collision. It 18 felt, how-
ever, that these figures are of sufficient im-
portance to lend weight to the suggestion
that maritime nations should come to an
early agreement to make radar trrainlng 1%
compulsory requirement for ships' officers.

Other statistics show 26 vessels of
over 500 gross tons were disabled due
to broken tail shafts and loss of single
propellers. Fourteen of these vessels
were built in this country.

Fires reported aboard vessels of 500
gross tons or over in 1957 numbered
382, as compared with 397 the previous
year. Total losses were 8, of which 5
were due to fires or explosions in ma-
chinery spaces of motorships or oil-
burning vessels. The other three con-
cerned oil tankers. The increased use
of welding appliances continues, al-
though it is evident that very often the
proper precautions against fire out-
break are not tuken. The number of
fires known to be due to welding was
24, The greatest number of fires were
reported in ships’ accommodations.

The asscciation commended the
British Ministry of Transport and
Civil Aviation for the publication of a
23-page booklet titled “Fires in Ships,”
which sets down in nontechnical
language accounts of ships’ fires and
some conclusions about their cause
and prevention,

Here are five rules set down in this
booklet, each a matter of common-
sense, which the authors hope will go
far in reducing the number and se-
verity of many fires:

1. Maintain the cleanliness of
machinery spaces and the efficiency of
fArefighting equipment at all times and
not just when an inspection is due.
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2. 0il fires and accommodation
fires develop guickly. The recognized
alarm signal should be known by all
ond used promptly, and the nearest
extinguisher should be applied im-
mediately. In an oil fire the imme-
diate shutiing off of the oil supply is
such an obvious necessity that it is
surprising how often it is forgetten or
left too late. Knowledge of the loca-
tivn of the master valves and extended
controls is therefore essential.

3. Closing of openings should
be carried out early as fires creafe
their own draught. The closing of
ventilators and skylights and the
stopping of ventilator fans will reduce
the speed at which the fire will spread,
and this is more important than get-
ting rid of the smoke. Even shutting

a cabin door while going for assist-
ance may prevent & serious fire de-
veloping from smoldering material,
and the same principle applies in a
cargo space fire.

4. In smoke-filled space the
cleanest air will usually be found at
Hoor level. Bimilarly, even in & seri-
ous machinery space fire access is
usually possible by way of the shaft
tunnel, bearing in mind the need to
avoid unnecessary draught.

5. Finally, when getting to
know a8 new ship, find out where all
the emergency appliances are and how
they work and think out what action
would be called for if a fire broke out
in any part of her. Fires don't al-
ways happen in the other ship.
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THAT BLABBER- MOUTH PORT CAPTAIN —
'MAKE A TRIP WITH YOUR HUSBAND'- HE SEZ
"MAKE A TRIP WITH YOUR HUSBAMD' —
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NEXT

Despite the wide publicity re-
peatedly given of cases of asphyxia-
tion by toxic fumes or lack of oxygen
in eargo tanks, fuel tanks, and other
questionable spaces, three more cases
occurred recently.

DETAILS FOLLOW

The first invelved tank cleaning
operations at sea. The tank in ques-
tion had previously contained aviation
gasoline and had been butterworthed
following discharge at the last port.
The Chief Mate, during a routine in-
spection, determined that this tank
was still a little too gassy to permit
further cleaning from within and di-
rected the Beoatswain to hose it down
from the main deck. Returning a
short time later the Boatswain was
discovered hosing the tank from the
platform 20 feet below the main deck.
The Chief Mate repeated his original
order and the Boatswain ¢limbed out
of the tank.

About 15 minutes passed when the
Chief Mate, who had been engaged
elsewhere, observed the Doatswain
staggering on the deck apparently
from excessive inhalation of gasoline
fumes and concluded correctly that
contrary to orders, the Boatswain had
re-entered the tank. Again the Boat-
swain was directed not to go into the
tank, and perhaps somewhat irritably,
the Boatswain acknowledeged. In an-
other 20 minutes while in the process
of inspecting other tanks the Chief
Mate was summoned and when he
arrived he found the Boatswain hod
collapsed on the platform of the tank
while in the process of washing it
down. He was removed immediately
but efforts to revive him proved futile.

SECOND CASUALTY

The second incident was n typical
pumproom casualty. The pumpman
was an experienced, capable man who
didn't need to be told when there was
work to be done. On the day of his
death he went forward at 8;00 2. m.
and opened the watertight door to the
forward pumproom ostensibly to air it
out preparatory to working on a
broken vent line nipple on & cargo
pump. The power ventilator was not
utilized.

At 10:30 a. m. the pumpman en-
tered the forward pumproom and
worked through until noon. The
question of gas fumes was later raised
by a pumpman trainee but the pump-
man replied that the concentration
was not enough to bother him. After
lunch he returned to the forward
pumproom, and resumed the job.
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The trainee, who had heen working
in the after pumproom, flnished aft
about 3:30 p. m. and went forward to
assist the pumpman. First he called
down and getting no reply descended
to find the pumpman collapsed on
the grating. Atltempling to assist
the pumpman the trainee began
feeling the effects of the high concen-
tration of fumes and was forced to go
topside to summon aid. With the
use of the fresh air breathing ap-
paratus the pumpman was brought
to the deck by other crew members
but efforts at resuscitation were un-
successful.

Evidence disclosed that at no time
during the day hed the power ven-
tilator been used.

THIRD CASE

The third case was a slight varla-
tion on the usual theme but the re-
sults were just as conclusive.

A seagoing drilling barge, under-
going routine tank cleaning and ex-
amination of the double bottoms.

MANNED AND READY: This crew abeard the
5§ E. J. Henry demenstrates the safe way to

enter o guestionoble space. The fresh air
breathing apparatus is manned; the line
tender is ready; and the seaman with the
mask is properly garbed with safety harness
securely in place.

Photograph courtesy The Atlantic Refining
Company.

Cleaning gangs were working under
the gdirection of the Chief Engineer
and the job had been in progress two
days.

The barge had two portable electric
blowers and each time a tank was
opened the space was aired out prior
to the entry of the cleaning gangs
and then was kept in operation the
entire time that men were in the
tank,

On the day of the casualty the
Chief directed a deck hand Lo open
a void tank so that he could deter-
mine how much work the space would
require. The deck hand complied.
Only one of the barge’s blowers was
then in use bui the Chief, without
waiting for the space to be ventilated
in accordance with the procedure
previously adhered to, immediately
descended into the tank and as he did
g0 instructed the deck hand to stand
by. Concerned, the deck hand sug-
gested that the Chief not go too far
but the remark was ignored.

Watching from fthe opening the
deck hand saw the Chief go forward
and disappear throueh a lightening
hole in a swash plate. The deck hand
called to the Chief but received no
reply. The conclusion was obvious so,
holding his breath, the deck hand
went in after the Chief. He found
the Chief unconscious but was unahble
to hold his breath any longer and
had to retreat. Once out of the tank
he gave the alarm. Several workers
responded, two of whom descended
immediately inte the tfank and
promptly lost consciousness.

A blower, not belonging to the barge
was produced from somewhere but
succeeded only in blowing a fuse and
plunging the area into darkness.
Another workman entered the tank
in a desperate rescue attempt but he
collapsed just under the manhole. In
the meantlime some clear headed indi-
vidual led a hose down f{rom an
oxygen bottle on deck which, when
fed into the tank, enabled others to
enter and extricate the four stricken
men. The Chief Engineer was al-
ready dead. Two workinen were re-
leased from the hospital the next day
but the third was incapacitated for
three months.

MISTAKES OBVIOUS

The mistakes in all three cases are
50 obvious they hardly need repeat-
ing. The basic factors were, in each
instance, the same—three conscien-
tious individuals anxious to get the
job done and not taking time fo he
safe. TUnquestionably, they knew
what they were up against but per-
haps they believed, as so many do,
that death and injury are the prices
other people pay for foolish mistakes
and unsafe practices. The most sig-
nificant lesson from these three
casualties is thet despite the fa-
miliarity with the hazards involved
men still are not conyinced that those
hazards hold any threat to them per-
sanally. Of course, until they do they
will heedlessly and repeatedly risk
their lives and sooner or later one or
another becomes o statistic in the
compilation of asphyxiation cases.
Shall we reserve space for your case
in u future issue?
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40 YEARS AGO:

The Steamboat Inspection Service has issued a circular letfer addressed to
inspectors of the Service, steamboat companies and others concerned, entitled
“Thirteenth Supplement to General Rules and Regulations, Edition of Novem-
her 21, 1916,” containing the action taken by the committee on rules for
carrying kerosene and lubricating oils on steam vessels carrying passengers
and stamping of heads and butt straps of boilers.

* L L]

Accidents reported include the following: On April 17, 1918, an explosion

occurred on the Florence H while lying at anchor in a French port. The vessel

split and sank, causing death to 29 of the crew and 14 of the armed guard.
* E ] *

The steamer Si. Paul sank at its pier in New York while being warped info the
slip after leaving drydock. The accident was caused by the admittance of
water into the ash chute when lhe vessel listed suddenly on its port side.

The lives uf 2 persons were lost.
] *

L]
The frelghter Phypliis while en route from Seaitle {o San Pedro grounded
about 1 mile north of Point Vincente, Calil., during a heavy fog. The damage
was estimated at $40,000, and about $6,000 worth of lumber was jettisoned.
- L] -
Upon entering South Pass, Mississippi River, with an excessively heavy current
running out, the Commercinl Mariner collided with the Corozel which was
aground on the west side of the entrance to the Pass. Damage was estimated
for both vessels at $6,800.

20 YEARS AGO:

On April 1, 1938, American shipyards were building or had under contract to
build for private shipowners 181 vessels aggregating 383,649 gross fons.
There were 209,550 numbered motorboats in the United States on May 1, 1938.

® [ L]

15 YEARS AGO:

The Coast Guard during the last 10 months has supervised the construction
of training facilities costing approximately $13 million for the War Shipping
Administration. Although the function of training merchant seamen was
transferred to the WSA by Executive order of July 11, 1942, the responsibility
for recently planned construction remained with the Coast Guard. These
projects include completion of the Sheepshead Bay Training Stetion in New
York; comnpletion of the Basic Training school at SBan Mateo, Calif.; the con-
struction of additional Iacilities at the St. Petersburg, Fla., Training Station;
and the construction of the Neptune Beach Training Station at Alameda, Calif.
[ ] L] -

The response to an inereasing demand for material which would serve as a
guide to the nature and scope of the examinations given by the Coast Guard
to all candidates for engineer licenses, o set of specimen examinations is
being printed for early distribution.

E ] ® *
A new poster in five different lanpuages—Russian, French, Spanish, Portu-
guese, and Italian—has been prepared for the purpose of acquainting the
officers and crews of merchant vessels with the recently promulgated regu-
lations for the recruiting of vessels.

i o G
A new pamphlet to acquaint those who are beginners in the study of the
science of navigation with the basic principles underlyving the maorking of
coasts and waterways has been distributed, entitled “The Significance of
Aids to Marine Navigotion.”
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GREAT LAKES PILOT RULES
EXTENDED

The law relating to the navigation
of vessels on the Great Lakes and their
connecting and tributary waters,
formerly applicable only to public and
private vessels of the United States
while on such waters, was extended
by the act of March 28, 1958, to in-
clude “all other vessels” when within
the territorial waters of the United
States.

Section 1 of the act of February 8,
1895, which is included in CG-172,
Pilot Rules for the Great Lakes and
Their Connecting and Tributary
Waters, has been amended by deleting
the first sentence and substituting
the following:

The following rules for preventing col-
lisions shall be followed in the navigation
of all public and private vessels of the
United States upon the Great Lakes and
their connecting and tributary waters
as far east as Montreal and in the naviga-
tion of all other vessels upon such lakes
and waters while within the territorial
waters of the United States.

Section 2 has been amended to read
as follows:

{a) Every licensed or unlicensed pilot,
engineer, mate, or master of any vessel
subject to section 1 of this act who ne-
glects or refuses to gbserve the provisions
of this act or the regulations established
pursuant hereto shall be lable to &
penalty not exceeding $500.

(b} FEvery private vessel subject to
section 1 of this act that shall be navi-
gated without complying with the pro-
visilons of this aet or the repgulations
estublished pursuant hereto shall be
liable to a penalty of $500, for which sum
such vessel may be seized and proceeded
against by way of Ubel in any district
court of the United States of any district
within which such vessel may be found.

UNIDENTIFIED OBJECTS

Ships frequently report cbhjects re-
sembling mines but give insufficient
information to properly evaluate the
reports. As a resull, needless time
and expense is incurred searching
only to find that they are not mines
but other floating objects. Since
mines are a danger to life and prop~
erty at sea, it is requested that masters
of ships sighting unidentified objects
furnish the following information to
neorest naval or Coast Guard radio
station:

(a) Pasition of object, and how
close it was approached.

(b) Size, shepe, color, condi-
tion of painting, and presence or ab-
sence of marine growth.

{(¢) Whether or nol horns or
rings attached.

{d) Whether or not identifica~
tion definite.
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- IMCO

IMCO is another abbreviation with
which the maritime industry will soon
be more familiar. It stands for In-
ternational Maritime Consultative
Organization, which has just come
into being.

The convention (a convention is
similar to a treaty, but usually of a
nonpolitical nature) was drawn up in
1948 by the United Nations Maritime
Conference at Geneva. Its terms re-
quired ratification by 21 nations, 7 of
them with maritime fleets in excess of
1 million tons. Japan’sratification in
March assured the agency’s forma-
tion.

Those nations which have ratified
the convention are:

*ARGENTINA
AUSTRALIA
BELGIUM
BURMA

*CANADA
DOMINICAN REPUBLIC
EQUADOR
EGYPT

*FRANCE
HAITI
HONDURAS
IRELAND
ISRAEL

*|TALY

*JAPAN
SWITZERLAND

*UNITED KINGDOM

*UNITED STATES
IRAN
MEXICO

*NETHERLAMDS
TURKEY (reservation)

The purposes and functions of the
organization are as follows:

PART 1—Purposes of the
Organization

ARTICLE |

The purposes of the Organization
are:

{a) to provide machinery for
co-operation among Governments in
the field of governmental regulation
and practices relating to techniecal
matlers of all kinds affecting ship-
ping engaged in international trade,
and to encourage the general adop-
tion of the highest practicable stand-
ards in matters concerning maritime
safety and efficiency of navigation:

(b) to encourage the removal
of diseriminatory action and unneces-
sary restrietions by Governments
affecting shipping engeged in interna-
tional trade s0 ns to promote the
availability of shipping services to the
commerce of the world without dis-

*Those nations having over one million
fons of shipping.
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crimination; assistance and en-
couragement given by a Government
for the development of its national
shipping and for purposes of security
does not in itself constitute discrimi-
nation, provided that such assistance
and encouragement is not based on
measures designed to restrict the free-
dom of shipping of all flags to take
part in international trade;

(¢) to provide for the con-
sideration by the Organization of
matters concerning unfair restrictive
practices by shipping concerns in ac-
cordance with Part II;

td) to provide for the con-
sideration by the Organization of
any matters concerning shipping that
may be referred to it by any orgen or
Specialized Agency of the United
Nations;

(e) to provide for the exchange
of information among Governments
on matters under consideration by the
Qreganization.

PART Il—Functions

ARTICLE 2

The functionz of the Organization
shall be consultative and advisory.

ARTICLE 3

In order to achieve the purposes set
out in Part I, the functions of the
Organization shall be:

{n) subject to the provisions of
Ariicle 4, to consider and make recom-
mendations upon matters arising un-
der Article 1 (a), (b), and (¢) that
muay be remitted to it by Members, by
any urgan or Specialized Agency of
the United Nations or by any other
intergovernmental organization or
upon matiers referred to it under 4r-
ticle 1 (d);

(b} to provide for the drafting
of conventions, agreements, or other
suitable instruments, and to recom-
mend these to Governments and to
intergovernmental organizations, and
to convene such conferences as may
be necessary;

(¢} to provide machinery for
consultation among Members and the
exchanee of information among Gov-
ernments.

ARTICLE 4

In those matters which appear to
the Organization capable of settle-
ment through the normal processes of
international shipping husiness the
Organization shall so recommend,
‘When, in the opinion of the Organiza-
tion, any matter concerning unfair
restrictive practices by shipping con-
cerns is incapable of settlement

NUCLEAR OPERATORS

The Maritime  Administration,
United States Department of Com-
merce, and the Atomic Energy Com-
mission have invited American ship-
ping firms to submit expressions of
interest in operating the world’s first
nuclear-powered merchant ship, the
NS Savannah, it was announced by
Clarence G. Morse, Chairman, Fed-
eral Maritime Board and Maritime
Administrator.

Details of the NS Sevannah, giving
characteristics and proposed manning
scale which have been sent to poten-
tial operators, show that the ship
would carry 60 passengers, 25 officers,
and a crew of 84 men, essentially the
same as a conventional ship of the
same size.

The invitation puinted ouf that to
provide the NS Savannah with &
highly trained and competent crew,
a training program schedule has been
established by the Maritime Adminis-
tration and the Atomic Energy Com-
mission which necessitates an operat-
ing contract by June 1, 1858.

Reporting date for licensed engi-
neering officers is on or about Septem-
ber 1, 1958, with the training of the
remainder of the crew scheduled after
September 1958, us necessary.

Keel of the NS Savannah is sched-
uled to be laid on Maritime Day, May
22, 1958, at the New York Shipbuild-
ing Corp., Camden, N. J. The ship
is scheduled for operation in 1960.

The Maritime Administration and
the Atomic Energy Commission have
a three-phase schedule of proposed
operation:

Phase I—Initial triel and
tests—estimated to cover a
period of 6 months to » year,

Phase IT-—National and inter-
national operation in modi-
fied commercial service.

Phase III—Commerciel opera-
tion in passenger-cargo serv-
ice.

It is contemplated that Phases I
and II will be under a general agency
arrangement with a shipping firm,
with operational agreements during
Phase ITI to be established as directed
by future developments.

Operator selection will be by a joint
Maritime Administration-Atomic En-
ergy Commission Board.

through the normal processes of inter-
national shipping business, or has in
foct so proved, and provided it shall
first have been the subject of direct
negotintions between the Members
concerned, the Organization shall, at
the request of one of those Members,
consider the matter.
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moere on  REPORTING s
assigned HF working frequency and/
or 500 kc./s, once within each of the
following time periods:

0100-0130 GMT

0500=0530 GMT

09000930 GMT

1300-1330 GMT

1700-1730 GMT

2100-2130 GMT

‘This call to all ships will take the fol-
lowing format:

CQ CG CQ DE {unit's call sign 3 times)
QRU 1Ml K

7. Ship reporting messages should be
addressed to United States Coast
Guard, New York, N. Y., and should
only be passed through Coast Guard
umnits.

8. There will he no coast station or
landline charges connected with this
Program. :

9. Tt is not intended that merchant
vessels send reports outside of regular
radio watch periods. If a message is
indicated at times other than regular
radio wateh periods, vessels may hold
the message until the next regular
radio watch schedule. In case the
vessel will arrive in United States port
prior next scheduled radio watch, it
is requested that the report be sent
on the last scheduled radio watch be-
fore entering port.

10. Merchent vessels are requested to
report as outlined in basic instruc-
tions.

11. The text of each Merchant Bhip
report is divided into nine parts as
follows:

(a) Name: Name of vessel.
(h) Call Sign: International
call letters,

(¢} Report No.: Numher regu-
lar reports in sequence for each
trip—1, 2, 3, etc. If deviation
reports become necessary,
number them D-1, D-2, etc,
(d) Position: Latifude and
longitude to nearest one-tenth
degree.

(e} Date Time; Date and time
in Greenwich Mean Time of
position,

(f} Sailing Route: Give meth-
od of sailing—rhumhbline or
great circle. Give posilions in
latitude and longitude to near-
est tenth degree of points of
anticipated major course
changes along proposed track.
Indicate sailing methods be-
tween points—"“GC,” for Great
Cirele; “RIL,” for rhumbline.
If voyage is coastal, state
“Usual Coastwise Route.”
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(g) Speed: Speed of vessel
knots to nearest one-tenth
knot.
{h) Destination: Next port of
call,
{i) BTA: Date and time

(GMT) of estimated arrival at
next port of call.

12. Normal commercial procedures
will be employed using the interna-
tional “Q" signals. Headings of ship
reports will be indicated in Interna-
tional Regulations; however, to insure
no coast or landline charges, the
words “Gov'lt DH” should be inserted
immediately before the check count.
Address all ship report messages to
United Btates Coast Guard, New York,
as indicated in paragraph 7.

13. A format of varlous ship report
text as outlined in paragraph 11
tollows:

(g) (Vessel en route United
States port from Burope enters
maritime region) SS GRIPS-
HOLM SKEBA 1 473N 30.0W
081430 GC TO 42.0N 50.0W
THENCE 2656 to 40.1N T70.0W
THENCE DIRECT 18.2 NEW
YORK 120430 BT MASTER

(b} Vessel enters SAR area 2
from SAR area 1 having sent
one previous message.

SS QUEEN MARY GBTT 2
404N 6A7.0W 020830 RL TO
40.1N 70.0W THENCE DIRECT
29.0 NEW YORK 021830 BT
MASTER

(¢} Vessel arrives harbor en-
trance (Chesapeake Bay) hav-
ing sent two previous messages.
88 ROYAL OAK KWUW 3
37.2N 76.1W 120215

EN ROUTE BALTIMORE BT
MASTER

(d) Vessel more than 25 miles
from DR position along pro-
jected track, having sent one
previous message.

S5 A P HILL KHJV 2 35.56N
T4.1W 242200 USUAL COAST-
WISE ROUTE SLOWED FOR
WEATHER 5.0 NEW ORLEANS
300000 BT MASTER

(e} Vessel departs United
States port en route United
States port.

SS SUZANNE KSKD L 423N
71.0W 312030 USUAL COAST-
WISE ROUTE VIA C AND D
CANAL 115 BALTIMORE
020200 BT MASTER

(f) Vessel departs maritime re-
gion having sent two previous
IMEsSSaEEs.

S8 ATLANTIC RANGER ELNB
3 40.5N 45.0W 150900 GC TO
36.8N 09.0W THENCE DIRECT
14.0 GIBRALTAR 201000 BT
MASTER

AIDS TO NAVIGATION

Infarmation regarding damaged
aids to navigation.—It frequently
occurs that aids to navigation are
collided with, causing damage and
displacement, or complete loss, with~
out the knowledge of the Coast Guard
District Commander.

The replacement or repair of such
aids is consequently often not made
as promptly as desirable. This situa-~
tion results in diminished protection
for marine traflic, and is attributable
in a large part to the failure of vessel
operators to furnish notice of these
collisions to the nearest local or dis~
triet office of the U. 8. Coast Guard,
or to Coast Guard Headquarters, as
required hy law and regulation,

The prompt submission of notice
of any marine casually or accident,
including damage or destruction of
aids to navigation, is required by the
Marine Investigation Regulations,
Section 136.05, Title 46, Code of Fed-
eral Regulations, and by the Special
Operating Requirements, Section
62.16, Title 48, Code of Federal Regu-
lations, with penalty for non-
complianee,

KEEP CLEAR OF LIGHTSHIPS

Caution to all shipmasters—Avoid-
ance of collision with lightships—
Courses should invariably be set fo
pass lightships with sufficient clear-
ance to avoid the possibility of colli-
sion from any cause. Errors of ob-
servation, current and wind effects,
other vessels in the vieinity, and de-
fects in steering gear may be, and
have been, the causes of actual col-
lisions, or imminent danger thereof,
needlessly jeopardizing the safety of
lightships and their crews, and that
of all navigation dependent on these
important aids to navigation., Ex-
perience shows that lightships cannot,
be safely used as leading marks to be
passed close ahoard, but should in-
variably be left broad off the course,
wherever sea room permits.

When approaching a lightship or a
station on a submarine site, or radio
bearings, the risk of collision will be
avoided by insuring thet the radio
hearing does not remain constant.
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MERCHANT MARINE
STATISTICS

There were 976 vessels ol 1,000 gross
tons and over in the active ocean-
going United States merchant deet on
March 1, 1958, it was announced by
the Maritime Administration. This
was one more than the number active
on February 1, 1958.

There were 45 Government-owned
and 931 privately owned ships in ac-
tive service. These figures did not in-
clude privately owned vessels tem-
porarily inactive, or Government-
owned vessels employed in loading
grain [or storage. They also exclude
35 vessels in the custody of the De-
partments of Defense, State, and
Interior,

There was a decrease of 1 active
and a decrease of 11 inactive vessels
in the privately owned feet. Twelve
freighters were traded in to the Gov-
ernment on new building, One new
tanker, the Atlantis, went into opera-
tion, and one tanker was sold foreign.
One ship, the Carib Queen, was re-
possessed by the Government, and
one vessel, the Pegor, was returned
from foreign flag to United States
registry. This made a net loss of 12
ships in the total privately owned fleet,
which numbered 996.

The Maritime Administration’s ac-
tive fleet increased by 2, while its in-
active feet increased by 8. Three
freighters were sold for serap. These
were the George R. Poole, the Oscar
Chappell, and the R. J. Reynolds.
Twelve frcighters were accepted as
trade-ins and two tenkers owned by
the Navy were turned over to the
Administration. One ship was re-
possessed from private ownership, and
two reserve fleet ships were turned
over to the Navy. This made o net
inerease of 10 in the Government
fleet, which totaled 2,126. There was
a net decrease of 2 vessels in the
total merchant fleef, active and inac-
tive, which numbered 3,122 on March
1, 1958.

Conlracts were placed for 10 new
cargo ships. One new tanker and a
tanker conversion were delivered.
The total of large merchant ships on
order or under construction in United
States shipyards rose to 121.

The privately owned and operated
United States-flag merchant fleet
(oceangoing vessels of 1,000 gross tons
and over only} on Jehuary 1, 1958,
provided employment for more than
64,200 seamen, including reserves, the
American Merchant Marine Institute
reported.

Current employment, according to
an institute research reporf, even
though reduced by 8 percent (5,500
jobs) during 1857, is still above the
postwar low of 63,000 recorded in the
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AMENDMENTS TO
REGULATIONS

[EprToRr’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, Washington 25, ). C.]

TITLE 33—NAVIGATION AND
NAVIGABLE WATERS

Chapter —Coast Guard, Depart-
ment of the Treasury

Subchapier L—Security of Waterfront Facilities
[CGFR 58—4]

PART 126—HANDLING OF EXFLOSIVES OR
OTHER DANGEROUS CARGOES WITHIN
OR CONTIGUOUS TO WATERFRONT Fa-
CILITIES

CONDITIONS FOR DESIGNATION AS DE=-
SIGNATED WATERFRONT FACILITY

Miscellaneous amendments to the
regulations regarding “Security of
Waterfront Facillties” were published
in the Federal Register dated Decem-
ber 20, 1957 (22 F. R. 10301-10304),
The changes in this document are
editorial in nature and correct mis-
spelled words, eliminate duplicated
text, and insert phrases uninten-
tionally omitted.

Because the smendments in this

document are editorial in nature it is
hereby found that compliance with
the Administrative Procedure Act re-
specting notice of proposed rule mak-
ing, public rule making procedures
thereon, and effective date require-
ments thereof, is impracticable and
unnecessary.

By virtue of the authority vested in
me as Commandant, United States
Coast Guard, by Executive Order
10173, as amended by Executive
Orders 102%7 and 10352, the following
amendments are prescrihed and shall
become effective on the date of pub-
lication of this document in the
Federal Register:

a. Section 126.15 (e) is corrected by
changing the phrase “life trucks” to
“lift trucks.”

h, Section 126.15 (m) is amendad by
revising subparagraphs (1) and (2)
to read as follows:

§ 126.15 Conditions for designa-
tion as designaied waterfront fa-
CIlify, & =

{m) Arrangement of cargo, freight,
merchandise, or material. * * *

(1> At lenst two feet of clear and
open space shall be maintained free
of rubbish, dunnage, or other obstruc-
tions hetween cargo, freight, mer-
chandise, or other material piles and
both sides of the walls of the water-
front facility, lire walls or fire stops in
enclosed waterfront faeilities. This
distance shall be meassured from the
most prominent projection of the wall
such as studding, bracings, or other
obstructions that are part of the
structure. In an unenclosed faeility, 2

fall of 1954. At that time we had over
200 privately owned vessels inactive
due to lack of cargoes. By way of
comparison, United States-flag pri-
vate vessels inactive at the beginning
of 1958 tofaled 70, of which 62 were
idle or laid up due to lack of cargoes.

The report also points out that em-
ployment reached the 1957 high of
73,500 in June due to the breakout of
Government vessels. This increased
employment was short lived due in
part to these same Government ves-
sels aiding in Kkeeping freight rates
down and causing the layup of private
tonnage.

The report’s breakdown of employ-
ment by vessel types shows large
C-lype vessels account for 39.5 per-
cent of total shipboard employment,
tankers account for 24.6 percent, and

possenger fypes are in third place with
16.7 percent of total employment.

A breakdown of total employment
by departments shows 39 percent
(25,066) in the deck deparitment, 36.2
percent (23,278) in the engine depart-
ment, and 24.8 percent (15,900) in the
stewards department.

America’s maoritime labor force, as
of January 1, 1858, included 49,328
men in unlicensed jobs and 14,915
serving as licensed officers.
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feet of clear and open space shall be
maintained free of rubbish, qunnage,
or other obstructions bhetween cargo,
freight, merchandise or other ma-
terials and the sides of the pier.

(2) Inflaommable or ecombustible

cargo, freight, merchandise or mate-
rial, not inecluding bulk cargo, shall
not be tiered higher than 12 feet. All
cargo, freight, merchandise or other
materinls ineluding inflammable or
combustible cargo, freicht, merchan-
dise or materials shall be so tiered as
to maintain a clearance between the
upper level of the top tier and trusses,
beams, girders, or other structural
members of not less than 36’', and be-
tween such upper level and sprinkler
heads a clearance of at least 12’ shall
be maintained.
{40 Stat. 220, as amended: 50 U, 5. C. 191,
E. O. 10173, 15 P. R, 7006, 28 CFR, 1950
Supp., E. O. 10277, 16 P, R. 7537, 2 CFR,
1851 Supp., E. 0. 10352, 17 F. R. 4607, 2
CFR, 1952 Supp.)

Dated: February 26, 1958.

[sEAL] A. C. RICEMOND,
Vice Admiral,
U. 8. Coast Guard,
Commandant.

{F. R. Doc. 58-1698; Filed, Mur. &5, 1958;
8:53 a.m.]

TITLE 46—SHIPPING

Chapter |—Coast Guard, Depart-
ment of the Treasury

[CGFE 56-6]

DISCLOSURE OF INFORMATION FROM
MARINY. SAFETY RECORDS

Notices regarding proposed changes
in the navigation and vessel inspec-
tion regulations were published in
the Federal Register dated March 1,
1956 (21 F. R. 1350~1356), and March
28, 1956 (21 F. R. 1501, 1902), and
the Merchant Marine Council held a
public hearing on April 24, 1956, ot
‘Washington, D. C., and considered the
agenda consisting of Items I through
XVIII, inclusive. Item XII of this
agenda dealt with access to and re-
lease of information from marine
safety records. Numerous cominents,
views, and data were submitted in
connection with this item and they
have been very helpful to the Coast
Guard and are very much appreci-
ated. On the basis of the informa-
tion reeceived certain proposed regu-
lations were revised while others were
rejected. The majority of comments
regarding the proposals objected to
the manner of obtaining access to or
release of information from marine
safety records and the restrictions
proposed to be established. MMany of
these objections are accepted and the
regulations in this document are in-
tended to provide a uniforn adminis-
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tration over the disclosure of infor-
mation irom marine safety records
and recognize only those restrictions
based on securily or other require-
ments described in various laws or
executive orders. The proposed reg-
ulations have been extensively revised
to accomplish these changes.

By virtue of the authority vested in
me as Commandant, United States
Coast Guard, by Treasury Depart-
ment Orders No, 120, dated July 31,
1950 (15 F. R. 6521); CGFR 51-1,
dated January 23, 1951 (16 F. R.. 731),
167-9, dated August 3, 1954 (13 F. R.
5195), 167-14, dated November 26,
1954 (19 ¥. R. 8026), 167-20, dated
June 18, 1956 (21 F. R. 489%4), and
CGFR 56-28, dated July 24, 1958 (21
P, R. 56589}, to promulgate regulations
in aeccordance with the statutes cited
with the regulation below: It is or-
dered, That all the nmendments and
new regulations preseribed below shall
become effective 00 days after the date
of publication of this document in the
Federal Register:

Subchapter A—Procedures Applicable to the
Public

PART 2—VESSEL INSPECTIONS

Subchapter K—Marine Investigations and
Suspension and Revecation Proceadings

PaART 136—MARINE INVESTIGATION
REGULATIONS

{I'ederal Register of Haturday, Mareh 1%,
15958)

United States Coast Guard
[CGFR 58-5]
WASHINGTON

ADDRESSES AND DESCRIPTIONS OF CERTAIN
COAST GUARD DISTRICTS

For the information of those af-
fected by the requirements in 33 CFR
Part 124 (Control Over Movement of
Vessels) to file advance notice of time
of arrival with the local Captain of
the Port or Coast Guard District Com.-
mander the addresses and descrip-
tions of Coast Guard districts, as well
as Captain of the Port offices and port
areas, were published in the Federal
Register dated dMareh 12, 1955 (20 F.
R. 1537-1539), as Coast Guard Federal
Register Document CGFR 55-7 and
Federal Register Document 55-2100.
The addresses or descriptions for cer-
tain Coast Guard districts have been
revised, as follows:

Third District. The Third Coast
Guard District, with district office at
650 Custom House, New York, N. Y.,
shall comprise the counties of Orleans,
Franklin, Grand Isle, Chittenden, and
Addison in Vermont; Connecticut;
New York, except that part north of

latitude 42° N. and west ol longitude
74°38' W.; New Jersey; Pennsylvania
east of longitude 79° W.; Delaware,
including Fenwick Island.

Seventh Disirict. The Seventh
Coast Guard District with disfriet of-
fice at 150 Southeast Third Avenue,
Miami 32, Florida, shall comprise:
South Carolina; Florida and Georgia,
except that part of Floride west of the
east bank of the Apalachicola River
and that part of Georgia west of the
east bank of the Jim Woodruff Reser-
voir and the east bank of the Flint
River up-stream to Montezuma,
Georgia and south and west of a line
between Montezuma and West Point,
Georgia; Panama Canal Zone; all of
the island possessions of the United
States pertaining to Puerto Rico and
the Virgin Islands; all of the United
States naval reservations in the is-
lands of the West Indies and on the
north coast of South America; and
the ocean area between a line from
the coastal end of the Fifth-Seventh
Coast Guard District boundary,
thence 122° T, and a line from the
coastal end of the Seventh-Eighth
Coast Guard District boundary,
thence 193° T; and the ocean area
bounded by a line from the border be-
tween Guatemala and Mexico on the
Pacific Coast (14°38" N., 92°19° W.)
southwesterly to latitude 5° 3., longi-
tude 110° W., thence due enst to the
Coast of South America.

Eighth District. The Eighth Coast
Guard District, with district office at
328 Custom House, New Orleans 186,
La., shell comprise; New Mexico,
Texas, and Louisiana; those parts of
Alabama, Mississippi, and Arkanses
south of latitucde 34" N.; and that part
of Florida west of the east bank of the
Apelachicola River and that part of
Georgia west of the east bank of the
Jim Woodruff Reservoir and the east
bank of the Flint River up-stream to
Montezuma, Georgio, and south and
west of a line between Montezuma
and West Point, Georgia; the water
of the Gulf of Mexico westward of n
line from the coastal end of the Sev-
enth-Eighth Coast Guard District
boundary, thence 193° T.

Eleventh District, 'The Eleventh
Coast Guard District, with district of-
fice at 706 Times Building, Long Beach
2, California, shall comprise: Ari-
zona; Clark County in Nevada; the
southern part of California compris-
ing the counties of Santa Barbara,
Kern, and San Bernardino, and all
counties south thereof; and the ocean
area bounded by a line from Cali-
fornia coast at latitude 234°58" N.
(mouth of Santa Maria River) south-
westerly to latitude 24°15° N., longi-
tude 134°40° W.; thence southeasterly
to latitude 5° S., longitude 110° W.;
thence northeasterly to the border be-
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tween Guatemala and Mexico on the
Pacific Coast (14°38' N., 92°19" W.).

Dated: February 27, 1958.

(sEAL] A, C. RICHMOND,
Vice Admiral, U. S. Coast Guard,
Commandant.

[F. R. Doc. 6B-1897; Flled, Mar. 5 1958;
B:53 a.m.]

NAVIGATION AND VESSEL
INSPECTION CIRCULAR
NO. 5-58

March 7, 1958

Subj: Rheostat Operating Shafts
Installed on Inspected Merchant
Vessels

1. Purpose. This circular is to di-
rect the attention of ship operators,
shipboard personnel, shipyards, ma-
rine inspectors and others concerned,
to unsafe conditions caused by elec-
trically energized operating shafts of
motor field rheostats and to recom-
mend corrective measures.

2. Discussionn. Many cases of shock
and one fatality have been reported
as a result of contact with energized
rheostat shafts. A study has been
made and it has been determined that
the construction of certain rheostats,
chiefly those manufactured prior to

1950, is such that the operating shaft
is metallically connected to the inter-
nal resistance element and thus is
energized with this element. In gen-
eral, with an insulating handle com-
pletely covering the extended portion
of o rheostat shaft having no other
extensions, there is little danger of
shock; however, if the shaft is ex-
posed to contact by personnel through
set serews or holding screws in the
handle, or through an extension shaft,
or by removal of the handle, there
exists a dangerous condition which
may look harmless.

3. Tests. To determine whether
the shaft of a rheostat is energized,
connect one lead of a suitable volt-
meter to the shaft of an energized
rheostat and the other lead to the
ship’s hull (ground). A voltage reasd-
ing will indicate that the shaft is
energized. For a deenergized rheo-
stat an ohmmeter test may be mada
from the shaft to the rheostat tei-
minals. A low resistance reading will
indicate that the shaft will become
energized with the rheostat.

4. Recommended practice. All
rheostat shafts likely to be touched by
operating personnel, including units
mounted on switchboards, should be
completely insulated from current-
carrying parts. Tests should be made
to determine if any rheostats of exist-

ing installations are of the energized
shaft-type construction., Existing
rheostat installations of the energized
shaft type may be maintained in serv-
ice if the shaft external to the rheo-
stat housing is completely covered by
an insulating hendle in which any set
screws and/or other metallic connec-
tions to the shaft are completely
shielded with sealing compound or
other effective means to prevent in-
jury to personnel.

b. Industry Action. If is recom-
mended that ship operators, ship-
board personnel, shipyards and others
concerned make every effort to elim-
inate the unsafe conditions which
may exist in connection with rhieostat
operating shafts.

6. Coast Guard Action. At the next
annual or biennial inspection of all
vessels, inspectors shall determine
whether this hazardous condition ex-
ists. Particular care shall be taken
on vessels having a direct-current
electrical system. Where this hazard
is found to exist corrective action shall
be taken as indicated in paragraph 4.

H. T. JEWELL,
Rear Admiral, USCG
Chief, Office of Merchani Marine
Safety,
By direction of the Commandant.

ACCEPTABLE COVERED STEEL ARC WELDING ELECTRODES

The following are additions to the list of electrodes which are acceptable to the United States Coast Guard for

use in welded fabrications.

Dilstributors and/or mannfacturers

Air Reduction Bales Co., 42d 8t. opposltc Grund Cenlrd, New York 1T, N. Y.

(Arcrods Corp., manafacturers].
Allay Hods Oo,, York, Pa
Generul Ele l'tnu Cuo, ‘51 JiTe)

¥ 5 5, M. rods Oorp
Harnischieger Qorp., ' 4400 West Nutional Avo, - Milwankeo 14, W Ls OM-
22801 &t. Clair Ave., Clevelsnd 17, Ohio ... N

The Lincoln Electric Co.,

The McKay Co,, York, T . | M el

Metal & Thermit Co., 120 Broadwsy, New York 5, M. Y. “{Arcrods Corp.,

fiiE:) nufacturers}

A0, Smith Co., Milwuukes 1, Wis

Weatinghouse Electric & Manufactoring Co. , Post Ofice Box. 142, Montevalle,

Ala,

Do
Wilson Welder & Metals Co., Lincoln Bldg,, 42d 5t. and Grand Central, New

Yu]::;k 17, N. (mn ods Cor N unnunwturers}

Dperniing positions and slectrode sizea
(inch}
Drand AWSE
class |
S4z and| e 152 b Be
below
13
BATTRCOTL. et e E6011 1 1 2 2 3
FEusyare 30__ o b ] P | SR A 2 =4
Atom-Are TR MO U{ZM{)) E7lg 1 2 2 o[-
-] Strikeasy 611__.. Eanll 1 1 2 2 3
Gl — = e 1 Fal 3 T | cempie
-| Fleetweld 5. 1 L) e |
________________ Mekay 7018 7 1 3 2| 2 9
Murrex Speedex A ..ooeoooo EngLL fl i 2 2 &
______ Murex Speedex Triplex_.____ T ey e 1l I
BWAT E6i16 1 b 2 3
Westinghouse ZIP-14._.____ E14 1 i 2 2 2
_________ Westinghotse WIZ=18.___.. Lo0ls 1 2 1 a A
Wilsan Lightening Kod 11... Edo1l 1 1 2 2 -]
Wilson Lightening Rod 30. BT |- L
.| Wilsen Lightening Rod 10 E&010 1 i
(Iron Fowder). |
- Wilson 808 o - ceecmameeeel L6013 1 1 2 2
| Wilsony B2 __.... b 6013 ix 1 ] 2 k3
Wikon L I;.htnnlng “Rod ik 2 2 2 | Pt o)
(Iron Powder).
Wilson Lightening Rod 14 E6013 1 1 2 i =
(Iron Towder).
Wlson G2 cam e E6012 1 1 1 2 2 3
Wollsom G2 o e 020 |-t 2 r 2 3
Wilson Lightening Rod 524 E7016 1 2 2 Lt o S
(Iron Powder).
Wilson 27 E7016 1 2 : 2 2
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EQUIPMENT APPROVED
BY THE COMMANDANT

[EpiTor’s NoTE—Due Lo 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 March 25, 1958
{(CGFR. 58-T). Copies of these doc-
uments may be obtained from the
Superintendent of Documents, Wash-
ington 25, D. C.1

ARTICLES OF SHIPS’
STORES AND SUPPLIES

Articles of ships' stores and supplies
certificated from 1 March to 31 March
1958, inclusive, for use on board ves-
sels in accordance with the provisions
of Part 147 (46 CFR 146-147) of the
Dangsarous Cargo Regulations are as
follows:

CERTIFIED

Malter Supply Co., Inc., 545 Maga-
zine St., New Orleans 12, La., Certifi-
cate No. 232, dated 3 March 1858,
MALCO MS1025 SOLVENT.

Malter Supply Co., Inc., 545 Maga-
zine St., New Orleans 12 La., Certifi-
cate No. 237, dated 3 March 1958,
MALCO XL CARBURETOR
CLEANER.

Industrial Chemical Co., 12134
South Main St., Los Aneeles 61, Calif.,
Certificate No. 238, dated 19 March
1958, INDUCO FLUID,

Axion Chemical Co., Inc., 223 Erie
St., Buffalo 2, N. Y., Certificate No.
261, dated 189 March 1958, AXION
DEGREASING SOLVENT #701 SALT
WATER.

Arxion Chemical Co., Inc., 223 Erie
St., Buffalo 2, N. Y., Certificate No.
265, dated 19 March 1958, AXION
DEGREASING  SOLVENT  #702
FRESH WATER.

CANCELED

Saniline Exterminating Service, 822
Eost 16th Ave., San Mateo, Calif.,
Certificate No. 125, doted 20 February
1958, SANITOX-100.

G. N. Coughlan Co., West Orange,
N. J., Certificate No. 218, dated 20
February 1958, LIQUID CHIMNEY
SWEEF S00T DESTROYER.

&. N. Coughlan Co., West Orange,
N. J., Certificate No. 236, dated 20
Fehruary 1858, POWDER CHIMNEY
SWEEP SCOT DESTROYER.

Puritan Drug Co., I'nc., 39 BEast 20th
St., New York 3, N. Y., Certificate No.
283, dated 20 February 1958, LAV-O-
SEPTIC 10%.

Frank J. Edwards Co., Inc., 15 Wil-
liam St., New York 5, M. ¥, Certificate
No. 356, dated 20 Fehruary 1958,
SAVE-QIL-AID.
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MARINE SAFETY PUBLICATIONS AND PAMPHLETS

The following publications and pamphlets are available and may be
obtained upon reguest from the nearest Marine Inspection Office of the
United States Coast Guard, except for coet publications which may be
obtained upon application to the Superintendent of Documents, Govern-
ment Printing Office, Washingion 25, D. C. Date of each publication is
indicated following title.

CG No. Title of Publication
101 Specimen E inati for Merchant Marine Deck Dfficers. 1-50
108 Rules and Regulatians for Military Explosives. 5-15-54
115 Marine Engineering Reguiations and Material Specifications. 3=1=56
123 Rules and Regulotions for Tank Vessels, 10-1-56
129 Proceedings of the Merchant Marine Council. Monthly
Moteorboat Safety. 1957=1958

169 Rules to Pravent Collisions of Vessels and Pilot Rules for Certain Inland Waters
of the Atlantic and Pociflc Coasts and of the Coast of the Gulf of Mexico.

1=2-57

172  Pilot Rules for the Greaf Lakes and Their Connecting ond Tributary Waters.
7=1-57

174 A Manual for the Safe Heandling of Infl ble and Combustible Lliquid
7=2-51

I75 M | for Lifeboah and Able Seamen, Qualified Members of Engine

Department, and Tankerman. 6-=1-55

176 Load Line Regulations, 11-1-53

182 Specimen Examinatlons for Merchant Marine Enginesr Licenses. 5-1-57

184 Pilet Rules for the Western Rivers. 7=1=57

190 Equipment Lists. 3-1--5&

191 Rules ond Regulati for Li ing and Certificating of Merchont Merine
Personnel, 9-15-55

200 Marine Investigation Regulations and Suspension and Revocation Preceedings.
4-13-53

220 Specimen Examination Questions for Licenses as Master, Mate, and Pilot of Cantral
Wastern Rlvers Vessols, 4-1-57

227 Laws Governing Marine Inspaction. 7-3-50

239 Security of Vessels and Waterfront Facllities. 6-~16-52

249 Merchant Marine C il Public Hearing A d A 1]

256 Rules and Regulations for Passenger Vessels. 3-1-57
257 Rules and Reguiations for Carge and Miscell Vossel 6=1=55
258 Rules and Regulations for Uninspected Vessels, 7-1-55

259 Electrical Engineering Regulations. #=1=55
266 Rules and Regulations for Bulk Grain Corge. 2-13-53

267 Rules ond Regulations for Numbering Und ted Vessel 1-15-53
258 Rules and Regulations for Manning of Vessels, 9-3-57
269 Rwules and Regulati for Nautical Schoal: 11-1-53

270 Rules and Regulations for Marine Engineering Installations Coniracted for Prior
to July 1, 1935. 11=19-52

290 Motorboats. 7-1-57

293 Miscellaneous Elactrical Equipment List. 2=1=57

320 Rules and Regulations for Artificial Islands and Fixed Structures on the Outer
Continental Shelf. 1=2=57

Official changes in rules and regulations are published In the Federal
Register, which is printed daily except Sunday, Monday and deys follow-
ing holidays. The Federal Register is a sales publication and may be
obtained from the Superintendent of Documents, Government Printing
Office, Washington 25, D, €. It is furnished by mail to subseribers for
$1.50 per month or $15.00 per year, payable in advance. Individual
copies desired may be purchased as long as they are available, The
charge for individual copies of the Federal Register varies in proportion
to the size of the issue and will be 15 cents unleas otherwise noted on the
table of changes below,

Changes Published During March 1958

The following have been modified by Federal Registers:

CG-190 Federsal Register, March 25, 1858,
CG-200 Federal Register, March 15, 1958.
CG-239 Pederal Register, March 6, 1958.
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. MERCHANT VESSEL POSITION REPORTING PROGRAM

BREAKDOWN OF TEXTS OF MERCHANT SHIP REPORTS

NAME CALL SIGN | MEPORT NUMBER POSITION DATE AND TIME SAILING ROUTE SPEED { DESTINATION ETA
Name of International | Nusnleer regue | Latitude sod | Date and time | Cive method of soiling: Rhumb Line or Great | In knots o Next port Diate nnd
veseel call leners lar reporis In | longltude to | of positions Circdle.  Give posilion in latitade to nearest | ncaren tenth | of call Uing in GMT

pequerce for nenrest tenth | in GMT, tenth degree of anicipated major course | knot of earimnred
eacherip 1,2, | degreeat {Usn uix digit | aleng proposed track.  Endi wail- | time of
3, ¢ete, Ifde | timeof gmoup, i £, ing method between poinis, “GC" for Great arrival at
viation reporis | repart 41820 where | Circle, “HL" for Rhumb Line, or il vovage is next port
becune necess first 2 digins coastal state “nsunl cosswise roure.” | of call
sory, number are date and
deviation mes. last 4 digien
sopea D1, D2, are GMT tive |
D3, etc. in hours ond |

minutes. ) |

CONSOLIDATED INSTRUCTIONS TO MERCHANT VESSELS

3 WHO ACCEPTS REPORTS FOR COMEASTAREA:

1. WHY REPORTS ARE REQUESTED:

Reporly are requested from merchant vesssls to asist in the improve-
ment of U, 5. Coast Guard resene coardination copabilities in the
North Atlantic Maritime Rlegion which includes Gulf of Mexico and

A list of Oecon Stations and 1J. 5. Coast Guard Nadio Stations operat-
ing under this program, the frequencies amd/or bands guarded by
each, und their operaling frequeney in each hand is tabulated helow:

the Caribhean.,

2. WHO IS REQUESTED TO SEND REPORTS:

Heports are requested from all merchant vessels, both forcign and
U. 5. registry that varry one vr more radio efficers, plying the National
Maritime Repion of the Normth Atlantie.

charilet in basic instructions,

3. WHEN REPORTS ARE DESIRED:

Reports are desired from merchunt vessels, as outlined below, when
within the houndaries of the North Atlantic Moritime Hegion (see

charllet) :

Vesser Bounn Eastwarn From U. 8. Porr

{a) Deparing harhor entrancs.

{b) Entering SAR Area 1 {67th meridian).

{¢} Depurting Murilime Region.

VessiL Bounp WesTwaRD EN IRoute U, S, Port

{a) Entering Marilime Itegion.

() Entering SAR Arca 2 (67th meridian}.

(¢} Arriving harbor entrance.

VrsseL Bounn CoasTwisE

(e} Departing harhor entrance,
{b}) Arriving harbor entrance.

Vesser. en Route TrroucH Manrrive Recion Nor
Toucuing THE East Coast oF NORTH AMERICA

{#} Entering North Atlantic Maritime Region.
(b} Entering new SAR Area (crosses 67th meridian).
(¢} Deparis North Atlantic Maritime Region.

DeviaTion Messaces
{Fhat To Do if Plans Change)

This region is shown on

CG Unit's Unit's Freguency and/or CG Unita
Radia Call Lacation AF Band Guerded Working Freq.
4YR 05y 3630N 3L00W 500 ke/n 466 Le/s
4¥C 0S5V 52.45N 3530w 500 kel 466 ks
YD OSY  44.00N 100w 300 ke/s 466 keds
4YE OS5V 25.00N  48.00W 500 ke/s AGS kc/s
NIN Argentiz, NI1d, S0 ke/s 4466 ke/s
NMF Doston, Mass. 500 ke/n 472 ke/s
8354874 ke/a 8734 ke/s
NMY New York, N. Y. S0 kein 486 ke/u
41774187 ke 4361 kesn
NME Cape May, N, J. 200 kess 486 ke/s
NMN Norfalk, Va. S00 kee/a 466 ke/s
1253112561 ke/s 12718.5 ke/'s
NOC Bermuda, BWL 500 Le/n At ke /5
NMY Jucksunville 500 ks 410 ke/s
Beach, Fls. R354—8374 ke/s 8733 keds
NMA Miami, Fla, 500 ke/n 440 ke/s
12531-12561 he/s 127185 ke/s
NOF St. Petersburg, 500 ke/s 440 kc/s
NMR San Juon, P. R. 500 Le/a 466 ke/s
41774187 ke/s 4361 ke/e
NMG New Ocleaus, La, 50 ke/n 428 kess
1253112561 kefa 12718.5 ke/s
NOY Calveston, Tex. 500 ke/a 428 ke/s
88518374 ke/s 8734 ke/s

1f a vessel does not maintain course and speed hecanse of bad weather
or snme other reason and is more than 25 miles [rom its projected
position, a special report should be made as shown in the Radio
Operatiog Instructions.  When able to reswme course and speed
another message should be zent with the latest information.

4. TO WHOM REPORTS SHOULD BE ADDRESSED:

All merchant vessel movement reporis should be addressed Lo U. 5.

Const Goord, New York, N. Y.  Upon receipt in New York, the infor-

mation in the reports will be plotted, and by means of a machine com-
" puter will he kept up to dale, ready lor instant use in case of distress.

6. WHICH OF THE ADOVE STATIONS TO CALL:

To assist merchant vessels in determining the Coast Guard unit with
which they may most likely be able 10 corumunicate, each of the above
units except Oceun Station Vessels will tranamit a call to all shipa
{CQ) on their assigned HF working frequency and/or 500 ko/s once
within each of the following time perioda:

Al times Greenwich meon time

01000130 09000930
05000530 1200-1330

1700-1730
Z2100-2130

YOUR COOPERATION AND PARTICIPATION IS REQUESTED

U, 5, GOUFRHMENT PRIHNTING OFFICE. (958




